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Problem Description

In several important applications there is a need to deliver large equipment from heavy transport
ships onto shores that do not have seaports and are not easily accessible by land. One possible
solution to this problem is based on reloading the equipment from the transport ships onto
smaller crafts capable of delivering the equipment onshore.

The Cymer Center for Control Systems and Dynamics at UCSD is exploring the concept of
employing a ramp between the two vessels for this problem. The main difficulty in safely
transporting equipment between two ships is due to the waves. To counteract the effect of the
waves, an active ramp system needs to be designed.

The task of this thesis is explore the concept of an active ramp between the ships. The system can
include active control of the ships for their synchronization and compensation of the wave effect.
The design goal is to minimize the wave-induced motion of the ramp. The student is free to choose
between a configuration with ships being placed side-to-side or bow-to-stern, and to decide where
and how it is feasible to place the actuators. The design should be supported analytically and
verified in simulations.
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Abstract

Cargo transfer between two vessels at sea requires the ramp connection between
the vessels to be as stable as possible. The complex nature of the system makes
employing control methods difficult. This thesis explores two ideas for improving
performance of the interconnected system.

First idea examines the possibility of actuating the smaller of the vessels with
fins, so as to reduce the relative movement between the two points where the
ramp is connected to the ships.

The second idea using the larger ship to shield the smaller one from incoming
waves. It is assumed that the total disturbance is minimized at a certain angle to
the waves, and an Extremum-Seeking based controller is used to find this angle.
To allow ship models to change dynamically as cargo offloads, the technique of
extremum seeking is extended in this thesis to allow a certain type of model
uncertainties.



Assignment Text

In several important applications there is a need to deliver large equipment from
heavy transport ships onto shores that do not have seaports and are not easily
accessible by land. One possible solution to this problem is based on reloading
the equipment from the transport ships onto smaller crafts capable of delivering
the equipment onshore.

The Cymer Center for Control Systems and Dynamics at UCSD is exploring
the concept of employing a ramp between the two vessels for this problem. The
main difficulty in safely transporting equipment between two ships is due to the
waves. To counteract the effect of the waves, an active ramp system needs to
be designed.

The task of this thesis is explore the concept of an active ramp between the
ships. The system can include active control of the ships for their synchro-
nization and compensation of the wave effect. The design goal is to minimize
the wave-induced motion of the ramp. The student is free to choose between
a configuration with ships being placed side-to-side or bow-to-stern, and to de-
cide where and how it is feasible to place the actuators. The design should be
supported analytically and verified in simulations.
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Chapter 1

Introduction

The transfer of cargo over a ramp from a LMSR (large, medium-speed, roll-
on/roll-off) vessel to a connector vessel in high sea states represents significant
challenges for ship and control system designers. This thesis is part of a project
the goal of which is to ultimately determine the actuation/sensing requirements
and to devise control and real-time optimization algorithms for reducing the
oscillations of the pitch, roll, and yaw angles between the ramp and each vessel.

The system investigated consists of a Sea Base (the large vessel) and a T-Craft
(the connector vessel) connected by a ramp that can vary in length. Designs
with ships placed side-by-side and aft-to-fore are considered. Due to the number
of degrees of freedom involved in this system, deriving the equations of motion
is challenging, even when the hydrodynamic force laws are known. For this
reason, limiting the complexity of the model down to what is strictly necessary
to achieve a particular design goal is an important part of this work.

The study group working on this project consists of three students in addition to
myself and were headed directly by Professor Miroslav Krsti¢. Several strategies
for compensating for the wave motion were considered at the time the present
author joined the project in the end of September 2008.

One proposal that was an extention mechanism on the ramp that would allow it
to change length dynamically, although not fast enough to be effective on wave
frequencies. Another proposal was to set up variable dampeners and/or springs
with variable constant at connection points between the ships and the ramp.
Orientation of the ships relative to wave fronts was also experimented with.
Given that the disturbance caused by the waves has its minimum for a certain
length of the ramp, for a certain damping and for a certain spring constant and
for a certain orientation into the wave front according to some representative
performance criterion, Extremum Seeking technique can be used to keep those
controlled parameters at their optimal values. The simulations were carried out
in a Matlab package called SimMechanics, which allows simulation of mechanical
systems by specifying components such as springs, rigid connections, joints etc.
However, none of the solutions were close to maturity at the time this author
joined the project, and there was need to increase the breadth of the work by
exploring additional concepts.



CHAPTER 1. INTRODUCTION

In this thesis, the decision was made to explore two different approaches. The
first approach that was considered, was adding two sets of fins in front and in
the back of the smaller vehicle in aft-to-fore configuration. This allows creating
force in heave (for the smaller vehicle), as well as a torque in pitch. Theoretically
this also allows creating a torque in roll, but because of the way the ramp is
connected this would only serve to break the ramp. This approach is the one
used for illustration on the front page of this thesis. After some consideration,
only pitch of the smaller vehicle was put under control, attempting to hold the
angle of the ramp as small as possible. The control task for this part turned
out to be very simple, with an LQR controller doing the job adequately.

The second approach considered in this work is used for side-to-side configura-
tion and exploits the fact that ships have different sizes. This means that the
smaller ship is more affected by the waves, and it makes sence for the larger
ship to shield it. Maximal shielding is attained when the ships are turning their
sides towards the wave front with the large ship shielding the small one from
the waves. However, most ship designes are far less affected by the waves when
sailing into the wave fronts. This means that the ships should sail into the
waves on an angle which is optimal according to some performance criterion.
Extremum Seeking technique is to be used to find this optimal angle. To some
extend this overlaps work of the other team members. However, while the work
done by the other team members focuses on simultaneus regulation of orien-
tation, spring constants and ramp length in a SimMechanics model, this work
uses only a very simple model for the ship dynamics in yaw and focuses on
compensating for changes in the weight of the ships through the transfer. This
involves an extension of Extremum Seeking was necessary to allow it to handle
models that exprience a priori unknown variations in time.

In the begining of the project, an extensive attempt was made to find similar
solutions through relevant professional publications, which was not successfull.
Neither were such solutions known to the client of this project. [5] contains
useful results on ships equiped with fins for different purposes, and those results
are extensively used here. As to probing frequency phase lag tracking which will
be presented in Chapter 4, no similar extention was attempted in the litterature
before before.

This thesis is a part of a large, ongoing project early in its developement. The
goal of this thesis is limited to concept exploration, and the it does not intend
to present a complete solution for the task in hand.

The system is described in more detail in chapter two. The concept of controlling
the smaller ship with fins is explored in Chapter 3, and Chapter 4explores
the idea of shielding the smaller ship by positioning the larger ship between
it and the incoming waves, controlled by an extremum-seeking controller with
extension mentioned above.



Chapter 2

General Description of the
System

Since the project was already well underway when this author joined the team,
some space needs to be devoted to introduce the reader to the project, the
assumptions made as well as the solutions considered.

To transport equipment between the vessels, a ramp is proposed to be extended
between them. In the beginning of the project, little was known about the
expected sizes of the ships, weight and tolerance limits of the ramp and the
system to be used to attach it to the vessels. It became known later that the
smaller ship (the T-craft) is likely to be a Surface Effect Ship (SES).

As is usual in engineering, when something is not known, reasonable working as-
sumptions have to be made temporarily in order to allow the project to continue
until the assumptions may be replaced with real data. Some of the assumptions
were decided by the project leader, while others were made by this author.

Following assumptions are part of given specifications:

1. The ramp has a flexibility to rotate up and down on attachment points,
but the attachment point itself does not move.

2. The length of the ramp can not be changed on wave frequency.

(a) “Up-and-down” move- (b) One ship can not rotate (c¢) The two ships have to
ments OK in roll without the other also  have the same heading
rotating

Figure 2.1: Illustration of how the ramp limits the degrees of freedom of the
ships



CHAPTER 2. GENERAL DESCRIPTION OF THE SYSTEM

Figure 2.2: Joint for a passively extendable ramp. Instead of having a mech-
anism on the ramp that extends it to a given length, the proposed ramp has
flexible length. The length may be set by positioning of the ships. The T-
shaped green part is free to move sideways inside the blue part. Equipment can
be moved on top.

3. The length of the ramp were to be controlled by an unspecified mecha-
nism on the ramp, but not fast enough to have significant effect on wave
frequencies.

4. Tt is preferred that the stabilization of the ramp is achieved by steering
the T-craft.

5. The ramp is infinitely strong, constraining the distance between the points
where it is attached to a constant. In 3-dimensional case, the ramp will
also keep the ships on a straight line (seen from above).

In addition, for the system where the ramp is attached at the bow of one of the
ships and stern of the other (bow-to-stern configuration), the ramp is assumed
to be strong enough to keep the ships on the same orientation in roll. An
interesting simplification can be made as a consequence of this assumption.
Decomposing the wave action into lateral and head-on forces, it is apparent
that that lateral wave forces only affect roll and sway, as well as yaw of the
system as a whole without changing relative positions of the bodies in this
three-body system. While roll can cause significant problems for cargo transfer,
research into roll stabilization of ships is already at a very mature state and
several practical solutions are mentioned in [5] and are directly applicable here
because the ramp essentially forces the two vessels to behave as a rigid body
in roll. For stabilization of the ramp in heave and in pitch, a two-dimensional
model is sufficient.

This author also proposed a system with passively extendable (i.e. flexible) ramp
as desribed in Figure 2.2. Results from [9] or [10] could be used to keep the
two ships on a specified distance, implicitly controlling the ramp length without
any additional machinery. The design was however rejected. Another design
that was discussed was a connection that would allow the ramp full flexibility
to rotate on attachment points.



Chapter 3

Fin Stabilization

In this chapter, the ability to actuate the smaller vessel with fins in the pitch
DOF to reduce the roll of the ramp! will be considered. A simplified version
of the system is simulated, and an estimate for the necessary size of the fins is
provided. Because few people familiar with control theory are also familiar with
aerodynamics, the first section is short introduction to foil theory.

The contents of this chapter are practically oriented. Fin stabilization of an
interconnected ship system is a novel idea, and this work makes no attempt to
bring it beyond the conceptual stage. A significant effort has gone into keeping
the model mathematically simple, in order to concentrate on understanding of
the general properties of the system.

3.1 Key concepts in foil theory and application
to hydrofoils

In this section, basic concepts from hydrodynamics are introduced. This intro-
duction by no means intends to be exhaustive. Many good books are written on
the subject, and this introduction does not. [4] comes highly recommended, and
[5] pages 178-205 also covers quite well, but reading it without prior knowledge
may prove to be a formidable challenge. [3] is excellent for general reference,
[7] provides a quick and very interesting introduction (more detailed than the
presentation in this chapter but less complicated than the presentation in [4]).

A hydrofoil is a device designed to operate in a flow of water in such a way as
to produce maximal force tangential to the flow (lift), while keeping the force
parallel to the flow direction (drag) as low as possible. Both water and air are
considered incompressible and inviscid in a wide range of engineering applica-
tions. Indeed, subsonic flows where compressibility effects are insignificant are
similar in water and in air for the same Reynold’s number. It is therefore not

1The way coordinates for the ramp are defined in this project, the ramp orientation is
“perpendicular” on the ships. For example, when one of the ships lifts in heave, the ramp
rolls, not pitches.
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Figure 3.2: Kutta-Zhukovsky explanation of the generation of lift by adding
large scale circulation to potential flow

surprising that both [5], a book about marine applications, and [4], a book about
aerodynamics, use potential theory to approximate lifting force of a foil?, and
theory from the two books is used in this thesis interchangably. This introduc-
tion is meant as a very superficial background for the material in this chapter.
The reader is also assumed to have basic knowledge of fluid dynamics, such as
potential and stream functions, superposition of flows, basic flow patterns such
as uniform flow, sources and sinks, doublets, and not least the vortex flow.

D’ Alembert’s paradox suggests that no force
- neither lift nor drag - is exerted on a body
in an incompressible and inviscid flow. This
obviously contradicts empirical data. Indeed,
potential theory, which is both limited to
and fully describes incompressible and invis-
cid flow, predicts the flow pattern as shown
on Figure 3.1. Since the trailing edge is (in-
finitely) sharp, the fluid has experiences (in-
finitely) high acceleration while rounding the
edge, which leads to (infinitely) high viscocity
and thus (infinitely) high viscous forces. To

Potential

Figure 3.1: flow
around an airfoil.  Air flows
around the trailing edge of the

resolve this situation, the so-called Kutta con-
dition is introduced, which postulates that at
the trailing edge the fluid flowing from over-
side of the foil has exactly same velocity as the
fluid flowing from underside of the foil. This
can be achieved by modifying the potential
field with vortices.

foil, generating no lift as "pre-
dicted" by DAlembert’s para-
dox. A real flow, at least for
any Reynold’s number signifi-
cantly above zero, the flow will
detatch at the trailing edge, cre-
ating lift.

A single vortex is a fluid circulation around a single point, with circulation
velocity expressed in polar coordinates vy = —%, v, = 0, where I' is the
stength of the vortex. An interesting property of a vortex is that it generates
lift proportional to the incoming uniform flow and the strength of the vortex.
A rough drawing of the effect of a vortex on the potential field around a wing
profile is shown on Figure 3.2. For a thin airfoil of infinite span at a small angle
of attack, a good approximation of the lift (but not drag) can be achieved by

placing a vortex sheet, which is a contiuous distribution of vortices.

When airfoil has a finite span, the fluid begins to move in spanwise direction,
and not only along the chord. This flow is caused by pressure difference between

2But not the drag.
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overside of the airfoil (where there normally is suction) and underside (where
there normally is overpressure). This pressure spillage causes a wing of finite
span to have a lower lift per unit length than a foil of ininite span. One way
to limit this spilage is to employ wingtip devices such winglets. They to limit
pressure spillage, but they also induce drag and they add to the weight of the
wing so advantage of using them is less obvious than one can assume intuitively.

One way of modeling
wing of finite span is by
using vertices formed as
horseshoes to form a lat-
tice in such way as two
give a good approxima-
tion of the flow around
the wing. This approach
is described in [4] page
260 and [5] page 184.

Because of the pressure
spillage, airfoils with high
aspect ratio (i.e. “longer”
wings) generate more lift
per unit area and thus
have better lift/drag ra-

Trailing
;edqe

Leading
edge

U_» \

| ’ i

oy

/T;zﬁ-uz

Figure 3.3: A vortex sheet. The airfoil is the blue
line going through the centers of the ininitesimal
vortices with strength s = s(z), assumed to be thin
and infinite in both directions perpendicular to the
paper. The total strength I" of the vortices is I' =
[y s(z)dz. The strength distribution of the vortices
has to be such that flow through the airfoil is always
zero, while satisfying the Kutta condition

tio. For a sailplane,
where lift/drag relationship is the decisive characteristic, wings with aspect
ratio of up to 35 may be used, only limited by the structural strength of a wing
at a given weight. On a fighter jet, the wing may experience significant stresses,
it has to be optimized for trans- and supersonic flight as well as other consid-
erations such as vibrations, place on deck of an aircraft carrier etc, and wings
with aspect ratio as low as 2 are used.

To round off the this theoretical introduction it should be mentioned that the
potential flow-based methods mentioned above have long since been replaced
with more rigorous numerical formulations (199 in [4]). [7] goes as far as to
calls the vortex placement method “mathematical fiction”. However, vortex
placement does provide a valuable intuitive insight into flows around a wing,
and are still taught in indroductory aerodynamics classes.

The speed of sound in water is about 1550 m/s so no hydrofoil will be going
transsonic in the near future and hydrofoils with high aspect ratio are prefered.
However, because sea water is about 850 times denser than air, the lift of the
same section is also greater, which puts a bigger strain on the structure of the
foil. Because of this, as well as consideration to physical space at the sides of
the vehicle, aerofoils with aspect ratio of about 5 are suggested.

3.2 Preliminary analysis

The goal of this chapter is to propose a device capable of reducing the distur-
bances on the ramp in addition to solutions proposed by the other members of
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the team. In order to calculate what it is natural to estimate the forces required
to move a ship in heave or in pitch.

The calculation of the restoring forces - both for heave and pitch displacement -
presented here is based on the calculations in [6] section 3.2.3 and makes many of
the same assumptions. The mathematical representation is simpler here, mainly
because it does not need to concern itself with the concept of metacentric height.
This is necessary in [6], because it also treats forces in roll, and the distance
between center of gravity and center of buoyancy at rest is significant for that
purpose. At least for this author simpler mathematical representation results
in better understanding of the physical system, and thus better understanding
of which simplifications can be made and which would result in critical details
being lost.

Since the project is at conceptual stage, nothing more than a rough estimate is
needed. Refering to Table 3.1, estimating the area of the cross-section between
the water plane and the shape of the vessel simply as width of the ship multiplied
by its length.

While this approach may appear overly rough - the ship is after all not rectan-
gular - the reader must remember that the ship dimensions in Table 3.1 are a
very rough approximations to begin with, and little precision is lost while the
model is greatly simplified. There is also a communicational advantage: this
approach avoids creating an impression that the this analysis is more precise
than it really is.

In this estimation work, it is calculated how much force is needed to displace one

of the ends of the ramp a distance of two meters up or down either by displacing

the vessel in heave by pitching it around its center of buoyancy. Even though we

are projecting for seastate 4 where largest waves are about 2.5 meters, putting

two of those meters under control is a significant improvement. When the ramp

is fully extended to 20 meters, a three meter rise in each of the ends would result
2

in asin (%) = 6° change of its angle, while on fully contracted ramp the two

meter rise gives a change of asin (1—20) = 12°.

First, we calculate the force needed to keep the Seabase two meters above or
below the equilibrium point in heave:

Fy = LW 2pgw - g = 200m - 30m - 2m - pgey - g ~ 60-10° - 2N ~ 121- MN (3.1)
——

pressure

The numerical values are from Table 3.1. For the T-craft, the number is

Fie =~ 40m-16m - pey -g-2m ~ 13- MN (3.2)

So how large fins are needed to provide this forces at speed of 10 m/s? The
kinematic viscousity of water v, = 17”72 -1075, for air it is v, ~ 15’”72 -10-9.
This means that for same geometry, a flow in water will have same Reynold’s
number Re = ? as a flow in air at velocity V fifteen times lower than velocity

in the air. Thus, a flow in water at 10 m/s is similar to the flow in air at 150

10
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Length of the larger ship (Seabase) 200 m
Width of the larger ship (Seabase) 30 m
Length of the smaller ship (T-craft) 40 m
Width of the smaller ship (T-craft) 16 m
Length of the ramp 10-20 m
Seastate 4

Wave height observed (according to Table 4.2 in [6]) | 1.25-2.5 m

Table 3.1: Rough approximations of numeric values for dimensions of the ships
and environment

m/s, the latter being a typical value in aviation. Airspeed of 150 m/s is not
transsonic with a very good margin, so compressibility effects are not significant
herel[4].

According to table 7.10 in [4], the maximal lift coefficient for a wing of aspect
ratio of 6 is 1.2. Since lift coefficient is defined per

L
CL = 7%/)1}214 (33)
We have
L

Solving the above for A while substituting ps, = 1030%, v=10% and L =
121 M N for the seabase and L = 13M N for the T-craft, results in A = 1958m?
for the Seabase and A = 210m? for the T-craft. Even for the T-craft, four
fins sized 3x18 meters would be needed, which is somewhat above the practical
limitations.

Now considering pitch actuation. In order for a 40 meter long craft to lift its

bow a distance of two meters, it has to be rotated at an anle of atan (%) = b5.7°.

Again a few more approximations are needed. When the ship is tilted in pitch,
for small angles it can be approximated as deforming the profile of the ship
as drawn in Figure 3.4b. In this approximation, every geometrical point is
displaced vertically instead of a circular path around the rotation center. This
geometrical appoximation is valid when the ship’s length is large compared to
its height, and tilting angle is small. The total moment of the gravity force is

7y = [ 3% Fusadm (35)

Since every mass element is displaced vertically, the cross product of displace-
ment with the gravity force is zero, i.e. § X Frew = § X (Foia + AF) = § X Forq.
This means that only the buoyancy force has changed.

Now, we want to calculate the total moment created by the buoyancy force
when the ship is displaced in pitch from its equilibrium position. We define L
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a: Tilted in pitch

b: Parallelogram approximation

P

T —

c: Parts entering and leaving water

Figure 3.4: Rotation around the center of buoyancy is approximated with par-
alellogram deformation.

to be the length of the ship and a coordinate system at the center of buoyancy.
On most ships center of gravity will be placed under the center of buoyancy
for additional stability. The arrangement could be thought of as ship’s weight
hanging on a thread as long as the difference between the center of buoyancy
and center of gravity, with buoyancy force “holding” the thread (notice that
if center of buoyancy is below the center of gravity, this force will make the
ship more unstable). For torque in pitch however, this torque is completely
dominated by the buoyancy force described here. We have

= FOd (3.6)

Where F(1) is the force density of the restoring force per unit length along
the ship (Newton/meter). To calculate F(I) we can think of elements dl as
independent columns going up and down from equilibrium positions. Setting
up the force ballance on a body floating in water:

F+mg—pgV =0 (3.7

Where V is the submerged volume. At equilibrium, mg = pgVp, transforming
the above to?

3 A minor point that F' in this equation is not per unit length.
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F=pg(V—V) (3.8)

For each element dl, the volume change compared to equilibrium position is

V — Vo =ltan(0) wdl (3.9)
—_——
height 94T€%

Where 6 is the current pitch angle. This allows tranformation of (3.6) to

+L
T :/ " pgl tan(O)W 1 dl (3.10)
_% N———’
F()

Solving the integral,

ZS +% LS
T, = pgtan()W {3} = pg tan(H)WE (3.11)

Now, placing two fins in front of the vehicle and two in the back and configuring
them to create force pairs acting on the center of gravity with a torque Fy x ¥~
Fy- %.This means that to create torue 7, , a force

Fy=1,/L-2 (3.12)
is needed. Also, we can use tan(f) = 527 . Substituting this into (3.11) yields

L

Fr=pg-2-W
rF="r9 3

(3.13)
Thus, to keep the T-craft tilted on an angle of 5.7°, a total force of about
4.3MN is needed. The size of fins needed can be calculated using (3.4) to be
70m?2. This can be provided with four fins 1.7m x 10m, which is completely
practical. Indeed, comparing (3.1) and (3.13) shows that actuation in pitch is
(roughly) three times more efficient than actuation in heave.

Why not do both heave and pitch? Consider the situation where the fins in
front an in back are configured so as to create maximal torque in pitch. This
means that they must create forces in opposite directions, ideally creating zero
force in heave. If we want to create force in heave, either fins in the front or in
the back have to turn away from this optimal position, cancelling some of the
torque from the other set of fins. Since it is already established that actuation
in pitch is more efficient, diverting effort to actuation is heave is suboptimal.

Thus, a practical estimate has been made with mininal information about the
product in design. Although this result allows making the decision to proceed
with the project and explore fin actuation further, this kind of modeling can
also be dangerous if used without understanding it properly. The assumptions
made throughout this section make the model very particular as to what to

13
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result actually means. For example, the task assigned to fins was to keep the
T-craft at a certain angle in pitch. This will never be the case because the
T-craft will have to move so as to track the Seabase. Perhaps the waves will
lift the two vessels together? Are waves large enough to disturb the operation
of the fins? Will the fins create too much drag when operating with maximal
lift, or is maximal lift only needed small percentage of the time? How will the
fins interact with improvements proposed by the other members of the team?
Could the fins be downsized and still provide a significant boost to performance
of the system? The model in this section address none of those questions, and
the engineer to design the system has to be aware that those problems exist
when using this model?.

3.2.1 Fin actuation in side-to-side configuration?

It is obvious that bow-to-stern configuraton is prefered when fin stabilization is
used, in order to provide the fins ample space. There is however another reason
why fin actuation is less practical for side-to-side configuration.

It has been shown in the previous chapter that actuation in heave using fins is
not pratical. For bow-to-stern configuration the solution was actuation in pitch,
and for side-to-side configuration the solution would be actuation in roll. This
is less efficient. Since the ship is 16 meters wide, in order to lift one side of
the ship 2 meters, it has to roll on an angle of atan(2/8) = 14°, which is about
twice as much as pitch angle for the similar rise at bow or at stern. This can
significantly reduce other seakeeping characteristics.

However, the force necessary to roll a typical ship is usually much less than
the force necessary to pitch it. This means that smaller fins could be used in
side-to-side configuration and yield some improvement in stabililty of the ramp.

3.3 Simulation

3.3.1 Physical model

In order to design a controller, a state space model is needed. The status of the
project when this author joined was that the project was simulated in a Matlab
package called SimMechanics. This package is an extension of simulink which
allows simulation of mechanical blocks such as springs, rigid bodies, connections
etc. The numerical values used were set so as to make simulation appear natural,
without any other source.

In this section, a state-space model is developed. The physical model is based
on Hamiltonian mechanics, due to similarity of the Hamiltonian function to
Lyapunov function, and potential usage in proving stability. Although it is
not assumed that the reader is familiar with the Hamiltonian Mechanics, this
author can not hope to do any better than to refer the reader to either [13] or

40n a sidenote, one of the main cause of the present economic crisis is that people used fi-
nancial models without properly understanding they were based on, thus accepting unrealistic
results.
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[12], both excellent publications covering the subject from somewhat different
angles. If time constraints do not allow the reader to become familiar with those
publications, he will have to take many of the stated equations for granted.

The purpose of this model is to provide a mathematical description of the dy-
namics to the controller. The model also has to create naturally-looking simu-
lations.

Wave forces are then modeled as a combination of Response Amplitude Oper-
ators (RAOs). The motivation for this will be discussed below.

In general, a tremendous emphasis was given on simplicity of the model, as
opposed to its fidelity. The reason for that is two-fold. First, although significant
effort is put into research of nonlinear models for marine applications in the
litterature, in practice simple linear models work just fine for most applications
and non-linear models are highly unusual in the industry. The task of this
project is to create a working solution using as simple means as possible, so
implementation of complex nonlinear models is not necessary. Second, the only
way to model a system that involves fluid dynamics with a reasonable precision
is CFD, which can not be used for control (perhaps except for MPC, but running
MPC on a CFD model is far ahead of the state of the art). This means that
large increases in the complexity of the model may lead to little increase in its
fidelity.

3.3.2 General setup of the model

For both Hamiltonian and Lagrangian mechanics, the complexity of the model
is highly dependent on the state variables chosen to express a system. In this
section, the state variables used to model this sytem are presented. This choice
of state variables may appear odd, but it has in fact been thoroughly thought
though in order to simplify simulation and controller design.

The full state vector is

xr = [.Tl Z1 91 To 22 62]T (314)

This vector consists of six variables, while the system only has five degrees of

freedom. A choice is made to express x5 in terms of other variables, and define
vector g to consist exclusively of independent states:

T

q= ["El z1 91 V) 92] (315)

Also, defining

(3.16)
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(a) Equilibrium position.
Xy

(b) The entire system has moved in surge.

)\

8,

(c) The front ship has pitched, point p; is also dispalced in heave.

Figure 3.5: Illustration of state variables for the first ship. The variables are
similar for the second ship.

The variables are independent and thus can be used as generalized coordinates.
The variables in vector ¢ figures 3.5 and 3.6 and table 3.3.

In the following, angles #; and 65 will be assumed to be small enough for the
linear approximations to be applicable.

3.3.3 Building up of the Hamiltonian function

In order to set up a Hamiltonian function, both potential energy and kinetic
energy functions need to be stated as functions of the state variables.
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w(l)

1

Figure 3.6: Horizontal cross-section of the ship, in the plane of where the water
intersects the hull when the vessel is at equilibrium in calm water.

p1 | The point where the ramp is attached to the first vessel (Seabase)
p2 | The point where the ramp is attached to the first vessel (T-Craft)

Table 3.2: Definitions of the geometrical points on figure 3.5

3.3.3.1 Potential energy function

The effects of buoyancy and gravity are treated together as the restoring force.
The calculations and assumptions are similar as those which led to (3.11). First
potential energy for displacement in heave is calculated, then potential energy
for pitch around p;.

For heave, have, by integrating the force in (3.1) from zero to some heave dis-
placement z, we get

z 2
L R (3.17)

For pitch displacement around the Center of Buoyancy, we integrate (3.11) from
zero to an angle 6

o L3 1
/0pswgtan(H)WﬁdezﬂpsngL:gHz (3.18)

When the ship is rotated around p;, center of buoyancy experiences a displace-
ment in heave. The additional potential can be calculated using (3.17). The
displacement in heave is approxiamtely 9%, so the additional term will be

L26? L1362
LWpswg 3 = Wpswg 87 (319)
Adding (3.18) and (3.19), yields
1 L3392 4
Voo = 5PswgWiLi0F + Wipsug=c— = o pswgWi L6} (3.20)

Thus the total potential due to restoring forces for the Seabase is

1

6p5ng1L§’9f (3.21)

1
Vsp = 5 LiWipawgai +

17
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Position of the first vessel as measured at the point p;where it is
x1 | connected to the ramp. Positive direction forward

Vertical displacement of the point p; from its equilibrium position.
z1 | Positive direction down.

Rotation of the first vessel around point p;. Positive direction is
when the ship “sinks”, as required for the right-hand coordinate

0, | system

Position of the second vessel as measured at the point powhere it is
connected to the ramp. Positive direction forward. In this

o | representation, xo is not independent.

Vertical displacement of the point where the ramp is attached to the
second vessel (similar to p; for the first vessel) from its equilibrium
2o | position. Positive direction down.

Rotation of the second vessel around point where the ramp is
attached to the second vessel (similar to p; for the first vessel).
Positive direction is when the ship “rises”, as required for the

0> | right-hand coordinate system

Table 3.3: Definitions of the state variables for the aft-to-fore ramp connection

The similar expression for the T-craft is
1 1
Vi = 5nggpswgzg + gpsu,gWngG% (3.22)

with the total potential energy being
V=Vsp+Vr (3.23)

3.3.3.2 Kinetic energy function

To compute the kinetic energy of the vessels, mass tensors in the connection
points between the bridge and the hulls are calculated. The lead vessel is given
full freedom in 2D (3DOFs), while the second vessel is constrained in x.

The mass tensor in the point where the ramp is connected to the ship could
be using either the formula (3.217) in TIF, or using the parallel axis theorem,
which gives

1.~
T = 5DTMD (3.24)

Where
v . . 5 . . 51T
V= [l‘l zZ1 91 To 22 92}

i.e. includes the dependent state xz5. In this setup,M is the block-diagonal
combination of the mass tensors of the two vessels expressed at the connection

18
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point between the ramp and each of the vessels, which will be calculated in
section 3.3.3.3.

Further, notice that for reasonably small Az, defined as Az = 2z — 21

o & x1 — I cos(d) + Az tan(0) (3.25)

The basis for this approximation is illustrated on Figure 3.7. Assumption that
the ramp length varies slowly compared to the other variables gives

In vectorial form,
1 0 0O 0 0
0 1 0O 0 O
5 0 0 1 0 0 V=YV
{1 —t(6) 0 ) O -
0 0 0 1 0
0 0 0O 0 1
Y

where t(6) = tan(d) and v defined in (3.16). This allows transforming (3.24) to

1
T=-:

2 2 2
M M

(3.27)

Notice that M is positive definite as long as M satisfies 7 Mz > Oz # 0. This
is necessary because, although physical mass tensor is always positive definite,
added mass, which is used to represent the part of the hydrodynamic force
proportional to acceleration, in general is not symmetric. This will be discussed
further in subsection 3.3.3.3.

The standard procedure to derive ¢ is using (3.38). However, since in this case
T is expressed as function of \dot qH (g, p,t) = V(¢q) + T'(p), and the conjugate
momenta p is defined in [12] (2.44) as

_ 0L _0T(d)~V(g) _ T

PTe T g T o
we have that
p=Mq (3.28)
v=g¢=M"1p (3.29)

1 . - - . 1 1/~ . 1
vIyT> ((M+MT) + (M—MT)) Yv= fVTYTi (M+MT)YV: §VTMV



3.3. SIMULATION CHAPTER 3. FIN STABILIZATION

P XX,
T~ X ) o
“~~/f\\\\
T — 1 sin(6)
[
» xl—x2=lf—(Az+l,sin(6))2
- oy
\\_
_\\
, S |
. .
\‘\_

Figure 3.7: Drawing on top is an illustration of the connection in the equilib-
rium position with z; = 2o = 0. When 25 deviates from the equilibrium, the
dependent variable xomust also change. [, is the length of the ramp. This
approximation discards the part of triangle shown in red.
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Some readers will insist on using Hamiltonian equations thoughout the deriva-
tion. To accomodate those, setting up

G- PHapt) AT +V()

Ip Ip
O(zp" M TMM?
_ ) _ Aap P Ty = M,
dp dp

Which is same as (3.29).

3.3.3.3 Calculating the mass

The mass tensor M in (3.24) is a block-diagonal combination of the two-dimensional
mass tensors of the two vessels expressed at the points where the ramp is at-
tached to the vessels. To calculate those, let M} and MY be the generalized
mass tensors in the xz-plane of the sea base and of the T-craft respectively given
on arbitrary points on those crafts, p; and py (not to be confused with similarly
named points on Figure 3.5). Next, let 7, and 7, be vectors from attachment
points of the ramp to the points p; and ps . By application of [6] equation
(3.217) and substitution into the formulas above,

M = HT(Fpl)M{)H(Fpl) 0
0 HY (7, ) M3 H (7, )

Where H(r) is given by [6] equation (3.210).

3.3.4 Listing of the partial derivatives

In this section, the partial derivatives are listed for the purpose of being im-
plemeted in a computer model.

(3.30)

For this particular application, Hamiltonian was checked to be H = T+V. Since
T'(p) does not depend on ¢ explicitely, and V (q) does not depend on either p or

v, we have % = %—‘; and %—’Z = %. Writing out the Hamiltonian equations of
motion:
oV
= —— =0 3.31
P Ere ( )
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. ov
2= = LiWipswgz (3.32)
v 1
_p3 e 8791 = gpswgwll)?@l (333)
: ov
—Pps = Do LoWapswgza (3.34)
. av 1
—ps = 90, = gpsw9L3W292 (3.35)
And finally
j=v=M"p (3.36)

Notice that the formulation above exclues any hydrodynamic forces or actuation.

3.3.5 Numerical values

In order to do a meaningful computer simulation of the system, there is a need
for realistic numerical values for a lot of parameters, such as ship’s mass, the hy-
drodynamic damping coefficients including the added mass, moments of inertia
et cetera. An attempt was made to find data for similar ships on the Internet,
however, no satisfactory data was found available.

However, the GNC Matlab toolbox provided by Marine Systems Simulator de-
velopement group provides models for a wide range of ship types, non-dimensionalazied
by Prime-system I (see [6] page 313). The model for mariner class vehicle was

used for both Seabase and T-craft, dimensionalized with the ships’ length in
Table 3.1.

3.3.6 Other forces

The forces listed in Section 3.3.4 is not complete in the sence that it does not
include the hydrodynamic and actuation forces.

Lagrange’s equations, the way they are set up in [12], allow to add a generalized
force which either are not derivable from a scalar potential or not included in
the scalar potential for other reasons using

d (0L oL
i) - - 230

where L = T — V and @, are the generalized forces that are not included in
potential V. The equation is valid for every degree of freedom j. Goldstein
did not provide any similar device the Hamiltonian Mechanics. Those will be
derived in the following theorem
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Theorem 3.1. With Hamiltonian defined as H = p;G; — L and in presence
of generalized force Q;, the Hamiltonian equations of motion can be set up as
follows

. OH n
pj=—5— J
8(]j
| - (3.38)
== oy,
J

Proof. Although this equation was shown by the author independently, this
theorem was undoubtedly known for centuries. For this reason, only a rough
outline of the proof will be given. It is similar to proof presented in [12] for the
same statement without the generalized force. In [12], equation (3.37) is used
without the generalized force on the right hand side to deduce the differential
dH,i. e

oL d (0L .

Accounting for @; in (3.37), (3.39) is transformed to

oL
A =bj — @ 3.40
aq] 7 J ( )
changing the differential dH to
. . oL
dH = q;dp; — (p;-Qj)dq; — adt (3.41)
yielding
0H
- =-(0;-Q, 3.42
dq; (1;-Q;) ( )
thus proving (3.38).
O

3.3.6.1 Actuator Forces

The actuators on this system are the main propellers on both ships, and the
fins on the second vessel, configured so as to act only in pitch. The input vector
is defined as

T = [Txl Txo Tpitch] (343)
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with 7., being the force from the propeller on the seabase, 7., the force from
probeller on the T-craft, and 7y, is the torque on the T-craft created by the
fins.

The propeller on the second vessels acts along the direction of the generalized
co-ordinate z; , but the other two actuators do not act along any generalized
co-ordinate. A generalized force @); in direction of the generalized coordinate j
is defined per

8(1,'7;
Q; = ZFiang (3.44)

According to (3.25), the value of x5 is a function of z; , z; and zo. A mathe-
matically rigorous analysis would include the second propeller’s contribution in
directions z; and z . However, it is apparent from the practical considerations
that a force the second propeller could practically generate is not going to force
the T-craft significantly down and especially not force the sea base up. Because
of the ramp, 7., and 7., are acting essentially in the same degree of freedom,
and should be coordinated so as to limit the strain on the ramp.

In vectorial form, the generalized force from the actuators is

Q- = (3.45)

OO O O

OO OO

o O O O
2

Notice that the matrix does not have full rank.

3.3.6.2 Hydrodynamic damping forces

In the general form usually used in maritime literature, the hydrodynamic force
Fy for a solid body moving through a fluid is a function of velocity and accel-
eration in six degrees of freedom, i.e.

FH:FH(Z/,Z-/) € RS

where v is the velocity in the Body coordinate system following the SNAME
standard. In this application, the ships’ position in the water is also relevant,
because a ship that is “lifted” out of the water in general has its drag reduced.
The Fpy itself is non-linear and highly coupled. In hydrodynamic control appli-
cations, the hydrodynamic force is usually linearized, sometimes with the second
degree polynomial used on surge direction where the speed may be significant.
We can set this up as following

OF OF

Fy(v, ) = apH v+ 3VH v=—Muv— Dv+hot. (3.46)
S—~— S—~—
— M4 —D
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In the equation above linearization has to be performed at (v = 0, 7 = 0), but
this doesn’t have to be the case in general. M4 is so-called Added Mass, which
arises because movement of a body creates motion in fluid that would not be
present there otherwise. An interesting point is that no concept of added mass
exists in aerodynamics. This is due to different densities of working fluids in
that discipline - even though air is moving in same pattern due to flows being
similar, the momentum carried by the air is much less than that of water.

In an ideal fluid M 4 is constant with speed, but varies with encounter frequency
with waves. It thus resembles the mass tensor that was discussed above. Un-
less certain symmetries are present, the added mass tensor does not possess a
structure of any particular interest, except that M4 + MZ; is positive definite.
In control application we often consider the “total mass” of a marine vessel as
sum of its physical mass and the added mass.

Damping force is both non-linear and coupled, and given the other concerns
mentioned above it can only be guessed upon. That is exactly what is done
in this work. Damping tensor is modeled as diagonal at CG of each ship, then
moved to the points of ramp connection using equations in [6], section 3.4:

Fr.p = —Dcavogiship = —H (ree.: ) DocH(roc.1) 01— ship

for one ship; for two ships two-ship system the force is

Fop—=— HT(rcei1)DecaiH(reea) 0 | _ _ D
’ 0 HT(rcea)DecoH(rege)| |02
D

Transforming to generalized force:

Q Ox’ YT YT Dy = —YTDY, D (3.47)

= = =— Uv=— v=—-Dv .
H,D 94 H,D H,D . ,
D
The total generalized force coming from hydrodynamic damping and from ac-
tuators is thus
Q=Q-+Qup (3.48)

3.3.7 Wave forces

The waves that are of interest in engineering applications is a gravitational phe-
nomenon. If fluid acquires potential energy, then the continuity, energy conser-
vation and pressure equilibrium conditions imply that the energy will be spread
in the fluid as waves. Deriving models for undisturbed waves is a non-trivial,
but tractable task if certain linearizations and a few other approximations are
allowed. Interaction between the waves and the hull of a vessel is even more
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complicated and can only be done using CFD simulations. This approach is not
directly applicable to control task.

Instead, the approach based on model in [6] (6.62)-(4.64) is used, with wave
forces modeled as second-order colored noise acting as on the vessel as Re-
sponse Amplitude Operator (RAOs). This approach was preferred to use of
force transfer functions out of practical considerations for this particular prob-
lem - when a wave lifts a ship, the action more resembles a spatial displacement
than a force. In other problems, wave action in different DOFs, such as yaw and
sway, is modeled, and FAO may be considered more appropriate.

As such, waves are modeled as either (4.50)- (4.53) or (4.54)-(4.55) in [6], in
both cases

T = AwTw + €Wy (3.49)

Yw = ng'w (350)

with an independent system for each of the five degrees of freedom. The values
of Ay, ey and ¢, are given in [6] and will not be reiterated here.

3.3.8 Controller

The available model of the system is very coarse, so any controller to be used
needs to be robust with respect to models that are not robust. Also, the fact
that this is a five-dimensional system, makes LQR an apparent choice for a
controller.

In order for an LQR controller to work, the system needs to be either controllable
or stabilizable. In the following, it will be proven that the system is in fact stable.

Theorem 3.2. The unforced system (3.81)-(3.36) excluding the surge degree of
freedom and including the damping is asymptotically stable.

Proof. Since Hamiltonian is in this case sum of energies, it must be at least
positive semi-definite. Obviously, kinetic energy can only be zero if there is
no movement. Mathematically, since H = T + V, we have that T = %I/TM v
is positive definite because M is positive definite. V is also obviously positive
definite by inspection of (3.21)-(3.23).

The time derivative of the Hamiltonian will be shown to be negative semidefinite:

dH(q,p,t) 0H"dq oH"dp 0OH
dH(q,p:t) _ OH " dq  OH dp , O (3.51)
dt dq dt  Op dt ot
Substituting %—f using the first part of (3.38) and % with the second part of
(3.38), and using that the Hamiltonian is not explicitely dependent on time,
have
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OHdq OHdp OH OH K |, ( OH )
—— t 5+ 5= -9 -——+0Q (3.52)
dq dt ~ Op dt ot dq dq
0
Now, using that @) = Qx,p = —Dv = —Dg for an unforced system. Also, since
damping is positive definite, we have that
dH T
— = —¢" Dyg 3.53
o q" Dq (3.53)

This proves that H is negative semidefinite, not negative definite, since it is
also a function of p.

However, examination of equations (3.31)-(3.35) shows that the system can not
remain in p = M ¢ = 0 unless ¢ = 0, proving stability per Krasovskii theorem.

O

3.3.8.1 Model setup

In order to design a simulation, it is desired to present the model as a linear
system in the matrix form & = Az 4+ Bu. This is done in the present section.

First, let vector p be the combination of generalized momenta p; ...ps, and ¢
still defined as g = @1 21 61 2z 03 ]T. (3.31)-(3.35) and (3.45), can now
be combined to

0 0 0 0 0 110
0 LW, 0 0 0 0 0 0
P=—pswg| 0 0 WL L3 0 0 q-Dv+ 1|0 0 0|7
0 0 0 LyWs 0 00 0
0 0 0 0 iWoL3 00 1
N————
T B
=I'q—Dv+ Br
(3.54)
Also, per (3.36).
G=v=M1p (3.55)
Combining (3.54) and (3.55),
P ][]
.| = , - 3.56
[ q } [ M~' Osas q Osaz | (8:56)
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3.3.8.2 Controller

The controller to be designed needs to be optimal with respect to difference
between heights of the attachment points, namely zo — z;. This is equivalent
to minimizing the roll angle of the ramp, since zo — 27 is a diffeomorphism of
the roll angle. To accomplish that, we need a representation of (3.56) which
includes zo — z1. This is done with a linear state transformation

1 0 0 0 O
0O 1 0 0 0
g=10 0 1 0 0|=Ag¢ (3.57)
0 -1 0 1 0
0O 0 0 0 1
e
and
ek N
q 0 A- q q
—_——
A

This allows transforming (3.56) to

51 [ =DM T, .\ [»p B
{Q}A[ Mt O}A q +A Osa3 |

Since those equations are linear, both simulation and design of an LQR controller
is a trivial task and will not be discussed in a great detail; an interested reader
can refer to the code on the attached DVD. The result of the LQR algorithm is
a matrix K, so that controller becomes

o] ali]

3.4 Results

Figure 3.8 shows behavior of the system in the unactuated and actuated case.
The dashed red line showing the difference in displacement of the attachment
points. In unactuated case, this difference goes up to 2.2 meters, while in actu-
ated case this difference is reduced to 0.7 meters. This is a clear improvement.

Figure 3.9 shows the torque that the fins are required provide in order to change
the behavior of the system from Figure 3.8a to 3.8b. This is interesting, because
while the preliminary results from Section 3.2 are calculations based on how
much force is required to keep a ship in certain constant displacement in water,
Section 3.3 produces results from simulation with relatively realistic models for
waves and for the ships in a more realistic situation. The maximal torque the
fins need to output is 60M N - m. Each fin is about 20 meters from the Center
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(a) Unactuated case. The maximal difference between the connection points is 2.2 meters
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(b) Unactuated case. The maximal difference between the connection points is now 0.7 meters

Figure 3.8: The system before and after actuation. The green line shows the
vertical movement of the connection point between the T-craft and the ramp,
the blue line similarly shows the connection between the ship and the seabase,
and the red dashed line shows the difference.
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Figure 3.9: Required torque, M N - m

of Gravity on the T-craft (ref Table 3.1). Thus, the total force to be produced
by the fins is 3M N, which is somewhat lower than the figure of 4.3M N from
the preliminary analysis. Consequently, the fins that are required are somewhat
smaller. Again using (3.4), the total fin area needed is 48m?, and four fins
1.4m x 8.5m are engough to do the job.

This is of course somewhat arbitrary, since there is a tradeoff between the degree
of dampening and the size of the fins. Still, the nature of this tradeoff has been
clearly illustrated.

3.5 Conclusion and suggestions for future research

In this section, the possibility of actuating the T-craft with fins was examined
and estimates for needed fin size have been made. Although the estimation
work had to be rough due the system being in conceptual stage, the results
achieved suggest that a fin-actuated T-craft can in fact be built, and it would
yield significant boost in overall system performance.

This idea has not been proposed before and was received with significant in-
terest. It has been presented for the Office of Naval Research conference on
February 4th, 2009 by Miroslav Krsti¢, and it will also be presented at 2009
Conference on Grand Challenges in Modeling and Simulation (GCMS’09) in
Istambul.

There are quite a few opportunities to pursue the active control of the T-craft

30



3.5. CONCLUSION AND SUGGESTIONS FOR FUTURE
RESEARCH CHAPTER 3. FIN STABILIZATION

further. Current design limits the attachment points so that the ships cannot
roll independently. If this requirement is lifted, so that the pitch of the ramp
follows the roll of the T-craft, the fins could be used to stabilize the ramp in
pitch, as well as in roll. Another possible direction is to use a Surface Effect
Vehicle for the T-craft, and actuating its heave by changing the air pressure in
its cushion. Also, the attachment points between the ramp and the ships could
be mounted on a heave-compensated platform. All in all, there are exciting and
promising opportunities for further research.
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Chapter 4

Side-To-Side Configuration

Unlike the previous chapter, this chapter deals with a configuration where ships
sail side-to-side, with the ramp extending from starboard of one vessel to the
port of the other. Since one of the vessels is much larger than the other, it opens
up for a possibility of the larger ship shielding the smaller one from the waves.
This involves a trade-off: most ship designs are least affected by the waves when
heading straight into the wave fronts. When waves are coming from side, even
large ships tend to become very sensitive to the waves. This means that there is
an optimal angle ¢)* at which the ramp has least undesired movement, according
to some performance criterion f(-) which is assumed has a minimum f* at ¢*.

An extremum-seeking based controller will be designed in this chapter to find
angle ¢* dynamically. The first section proposes a simple model for the system.
It desired that the extremum-seeking controller concentrates on finding the op-
timal yaw angle ¥*. Thus, a simple linear controller is designed to bring the
ship system at a specified angle.

Then, reader is introduced to various techniques of extremum seeking. While
the reader is still highly recommended to read the excellent introduction in [1],
introduction in this work covers the subject from a different angle, with intention
of reducing the effort for the reader, and potentially also making the technique
accessible for a wider audience.

Section 4.5 desrcibes a technique for extending extremum seeking to systems
with a certain class of uncertainties. This technique is original contribution of
this thesis.

This technique is then applied to the ship model described in Section 4.1, and
results are discussed.

4.1 Physical model and stabilizing controller

The system to be designed consists of a large ship and a small ship. Usually,
this means that the smaller ship is more maneuverable than the large one, and a
controller can be set up to make the small ship follow the large one. Results from
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Bode Diagram
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Figure 4.1: Open loop Bode diagram of controller (4.1) and system (4.2). Phase
lag never goes below 180°.

[9] or [10] can be applied here. Only the dynamics of the larger ship are modeled
here. Neither does this work intend to develope any kind of high-performance
navigation controller. Thus, for this purpose, the linear second order Nomoto
model is considerered suffisient. It connects the ship’s rudder angle § and yaw

angle 1 per

) K
()= —— 4.1
) () s(1+Ts) (41)
where , for a mariner class vessel, T' = 107.3s, and K = 0.185. This model is the
most popular model for ship autopilot design due to its simplicity and accuracy

(6] p 309).

An extremum seeking controller is capable of handling time-variant maps. It
is therefore possible to put 4.1 directly into the extremum seeking loop, and
this type of system has indeed been tested and worked as a part of research
for this thesis. However, to make the solution more clean, the task of taking
the system to ¢* is accomplished with a separate linear controller, while the
extremum-seeking controller is left with the task of finding ¥*. An integrator
is already present in the system, so a PD controller is selected, with Ty = 14s,
K, = 0.1, and implemented as

(Ty+ K,)s + K,

Gls) = s+ 2

(4.2)
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The denominator s + 2 is there to make the controller proper and thus imple-
mentable. An open-loop Bode diagram of controller and system is shown on
Figure 4.1.

A cost function needs to be modeled as a function having a minimum at some
unknow value of ¢ between zero and 7 /2. Function f(¢)) = (¢ —0.4)? is chosen.

4.2 Introduction to Extremum Seeking

A reader who is not familiar with Control Theory or the higher mathematics in
general could be inclined to believe that Extremum Seeking involves something
like parachuting, expeditions to high mountains or handling poisonous snakes.
This is however not the kind of extremes pursued in the present work. Instead,
Extremum Seeking is a real-time optimization technique used for a class of
problems where there exist a cost map f(§) € R with §(t) € RY having a
possibly time-varying extremum f*(¢) at 6*(¢t). The goal of an extremum seeking
controller is to keep the output of this map close to that extremum.

This is not very hard to do for a memoryless SISO system. A simple scheme from
[2] will be repeated in the next section. Extremum Seeking as presented in [1]
can handle more complicated plant dynamics and also the seeking perturbations
on it are more smooth. It superposes a harmonic modulation signal on the input
signal of the plant, and uses the resulting periodic perturbations in the output
signal to “navigate” towards the extremum point in the plant dynamics. If phase
lag on the modulation frequency is not known exactly or is not constant, the
Extremum Seeking controller may become unstable if error is sufficiently large.
In particular, if the uncertainty reaches 180°, ES is guaranteed to move away
from the extremum.

The major contribution of this chapter is a scheme that tracks the phase lag on
the modulation frequency.

4.3 Extremum Seeking Scheme for a memory-
less SISO system

An extremum could be either a minimum or a maximum. The theory, both in
the present work and in [1], limits itself to looking for a minimum. This does
not result in any loss of generality, since a maximum problem can be turned into
a minimum problem by multiplying output with —1. Consider a memoryless
SISO system with input #(t) € R and output f(f) € R, with f(#) having a
clear, possibly time-dependent, minimum at f*(¢). Algorithm 4.1 will keep the
system close to this minimum. An example of execution is shown on Figure 4.2.
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ACN

\

Figure 4.2: An example for execution of a simple extremum seeking scheme on a
memoryless SISO map. Algorithm starts at point p; and initial v being positive.
This means that the plant is initially moving away from the minimum of the
map. Because f(6) is increasing, f,, will stay at f(8(p1)), and f(6(¢)) — f will
increase until the threshold is reached at ps. The direction of # turns around
and f(6) goes towards the extremum while keeping f,, = f(#). The plant will
pass the extremum. When this happens f,, will stay at the minimal value, and
f(0(t)) — fm will increase again until the threshold value is reached at ps.

Algorithm 4.1 Extremum Seeking on memoryless SISO system

1. Start with some initial guess for 0, set v to some practically appropriate rate
of change of 0, and t; = g

2. Set 8§ = v and apply the resulting signal 6 on the plant, while remembering
the minimal value of output f(6), so that
min

= 0 4.3

fn= 2 $(6) (4.3

3. If f(8) — fmn > A, with A being some practical threshold value, then it is

determined that the controller is moving the plant away from the minimum.

Turn the plant around by setting v « —v. Reset the minimal recorded value

fm by setting ¢; to the current time ¢ (time of turn), ie ¢; <« ¢ and per (4.3)

fm — f(0(t)). Go back to step 2, which now moves the plant in the opposite
direction.

This technique can be extended to MISO system f(6,0s,...,0,) taking turns
in changing directions of thetas. The details of this will however not be included
in this work.
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y = output to be minimized k = adaptation gain (positive) of the integrator l

N

/= minimum of the map a = amplitude of the probing signal

/" =second derivative (positive - () has a min.) @ = frequency of the probing signal

6" = unknown parameter

0 = estimate of 8 h = cut-off frequency of the "washout filter" "

+/x = modulation/demodulation

Figure 4.3: Simplified Extremum Seeking Scheme. Copyright: Miroslav Krstic

4.4 Extremum Seeking with harmonic modula-
tion signal

An guide to Extremum Seeking is available in a “Real-Time Optimization by
Extremum-Seeking Control”, an excellent book co-authored by Kartik B. Ariyur
and Miroslav Krsti¢. Chapter 1.1 provides a greatly simplified introduction.

This work aims to present an even more simplified introduction. It takes mat-
ters further by approximating the cost map as a piecewise-linear function shown
on Figure 4.5, instead of second order (Taylor expansion) polynomial approxi-
mation which is used throughout [1]. The diagram of the method is shown on
Figure 4.3. It also defines the variables to be used throughout this chapter.

Propagation of the signal through the system is shown on Figure 4.6 for values of
0 where f(6) has negative slope, i.e. the estimate 6 is too small. It is shown that
in this case, £ will remain negative thus increasing the value of §. For values of
6 where f(0) has negative slope, the situation is opposite, £ will remain positive
and 0 declines. This is illustrated on 4.7.

The challenges for the engineer implementing the above scheme are:
e Finding a probing frequency w high enough to allow quick convergence

(low frequency = slow controller), but still low enough to allow the plant
enough time to respond.

e Finding an amplitude of the probing signal large enough for the pertur-
bations in the plant output to dominate measurement noise, while not
disturbing the operation of the plant significantly.
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0 5 10 15 20 25 30 35 40 45 50
Time

Figure 4.4: An example of signal 6. Signalé is assumed to vary slowly due to
an integrator before it.

f(®)

0

F0) =ay— b6 F(0) = ag + by

fi8) = as

Figure 4.5: Approximation of f(#)in proximity of the extremum, in this case
a minimum. While [1] uses a second order polynomial, this approximation is
piecewise linear.
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(a) The signal 6, same as on Figure 4.4.

T T T T T T T T T
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(b) After passing through the plant on Figure 4.5, or more precisely the left part of, the signal
becomes y. Compared to 6, it is “turned upside down” because of the negative factor (—by).
Some constant is also added to it, but the y-axis is deliberately not shown.

O A X N N XU L

1 1 1 1 1 1

1

0 5 10 15 20 25 30 35 40 45 50

(c) The signal after passing through the high-pass filter s/(s + h) from Figure 4.3. Signal
sin(wt) is also shown with green dashed line.

0 5 10 15 20 25 30 35 40 45 50

(d) Signal £ from Figure 4.3, which is the product of the signals shown in (c). Since it is always
negative, its integral multiplied with a negative constant will be a monotonically increasing
function, which means that the signal 6 will increase, carrying f(6) towards its minimum.

Figure 4.6: Signal propagation through the system for values of § where f(6) =
a; — ble
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o Finding the constant A in for the high-pass filter s/(s + h) to dampen
out constant components in plant output y quickly, while still letting the
probing frequency w through.

o Finding constant k for controller —s/k high enough to allow quick conver-
gence, but not so high as to make system unstable.

The scheme on Figure 4.8 introduces further details to the scheme on Figure
4.3. First, it has input dynamics F;(s) and output dynamics F,(s). Here, the
advantage of using a harmonic probing signal comes into focus - since both
of F;(s) and F,(s) are linear, their response to a harmonic signal sin(wt) is a
constant lag and multiplication by some factor. To cope with that, demodulation
signal sin(wt) is replaced with sin(wt — ¢), where ¢ is the sum of the phase lag
of input dynamics Fj(s), output dynamic F,(s) and possibly also the washout
filter s/(s + h) if the latter has significant lag on the probing frequency.

Also, the minimum of the map f* and the parameter 6* are allowed to have
dynamics described by

L{0%(1)} = AgTo(s) (4.4)

LB} = ATs(s) (4.5)

with known I'g(s) and I';(s), but unknown - and possibly slowly varying - Ag
and A;. The setup in Figure 4.3 us thus a special case of setup in Figure 4.8,
with[g(s) =T'y(s) =1/s, Ci(s) =k and Cy(s) =1/(s+ h).

4.4.1 Mathematical proof

The rough analysis above by no means amounts to mathematical proof. The
proof is also used for the investigation in the next section, Before the proof itself,
a list of necessary conditions is presented, and certain variables are defined. The
material presented in this section is copied from section 1.2 up till and including
1.2.1 in [1], with minimal additional commentary. Definitions from Figure 4.8
and Table 4.1 are used throughout this section.

Assumption 4.1. F;(s) and F,(s) are asymptotically stable and proper

Assumption 4.2. T's(s) and T'y(s) (as defined in (4.4), (4.5)) are strictly
proper rational functions and poles of Ty(s) that are not asymptotically stable
are not zeros of F;(s).

Assumption 4.3. 19;8 and C;(s)Ty(s) are proper.

This assumption ensures that those filters are implementable. Since C;(s) and
C,(s) are created by the designer, this assumption can always be satisfied.

Theorem 4.1 (Single Paraneter Extremum Seeking: LTV Test). For the system
in Figure 4.8, under Assumptions 4.1, 4.2 and 4.3, the output error § achieves
local exponential convergence to an Q(a?) neighborhood of the origin provided
n =0 and:
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Figure 4.7: Signal propagation through the system for values of § where f(6) =
as+bs6. While on Figure 4.6 the output y from the plant and the demodulation
signal sin(wt) had opposite phase, here they are in same phase. This results in
¢ being always positive in this figure, driving its negative integral 6=— J k& dt
down, which is the right direction towards the minimum of f(#), as shown on
Figure 4.5.
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Ml'g (f) {\f I's(s) Plant

6 Yy
o{F ()| —2+] £(6) —{Fi(s) ~
0 3
~Cy(s)To(s)] kg 4
asin{wt) sin(wt — ¢)

Figure 4.8: Full (linear SISO) Extremum Seeking scheme. Capable of handling
input and output dynamics, dynamics in position of the extremum point as well
lag of the plant on the probing frequency. Measurement noise n is also drawn,
but will be set to zero in the proofs. The figure is a copy of Figure 1.2 in [1]

1. +jw is not a zero of Fi(s).
Zeros of T'¢(s) that are not asymptotically stable are also zeros of Cy(s).

Poles of Ty(s) that are not asymptotically stable are not zeros of C;(s).

e

C,(s) is asymptotically stable and the eigenvalues of the matriz ®(T,0)
lie inside the unit circle, where T = 27 /wand ®(T,0) is the solution at
time T of the matriz differential equation

& =A(t)®(t,0), ®(0,0)=1,

and X = A(t)x(t,0),x(0) = xq¢ is a state space representation of the LTV
differential equation

den{H;(s)}[0] = —f" num{H;(s)} [sin(wt — ¢)Ho(s)[00(t)0]]
Proof. Setting n = 0 and substituting (4.7) and (4.10) in (4.9) yields

6 =0 + Hy(s)[¢] (4.15)

Further, substitution for ¢ from (4.8) and for y from (4.6) yields

b= 0"+ Hy(s) | sin(wt — ¢)Ho(s) | f* + %”(9 - 9*)2H . (4.16)

Using 6 — 0* = 6y — 0 from (4.9), we get
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Statements:
y=Fo(s) [/ ()] + ‘%ﬂ(@ — 6 (t))? (4.6)
0 = F;(s)[asin(wt) — C;(s)Te(s)[€]] (4.7)
=k sin(wt — Co(s) n
€ = ksin(t o) Sy 1 (43)
Definitions:
Tracking error
0=06%(t)—0+6 (4.9)
0o = F;(s)asin(wt)] (4.10)
Output error:
J=y— Fo(s)[f"(t)] (4.11)
H;(s) = Ci(s)Ty(s)Fi(s) (4.12)
Hy(s) = kgfg Fo(s) (4.13)
- Co(s) _ s
2 = KRyl = Ho(s)L1 0] (414

Table 4.1: Statements and definitions necessary to prove Theorem 4.1

60+ Hi(s) [sinft = 0)Hu(o) 1 + 60 - 7] | N
=07+ Hils) {m(wt— $)Ho(s) {f* - 7 (63 290(§+(§2)H -

We drop the higher order term 52(this is justified by Lyapunov’s first method, as
we have already written the system in terms of error variable 6 thus transforming
the problem to stability of the origin) and simplify the expression in (4.17) using
Lemmas 6.1, 6.2 and assumptions 4.1, 4.2 and 4.3 and asymptotic stability of
Co(s)/T#(s) and Cy(s):
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sin(wt — ) Ho(s)[f* ()] = Apsin(wt — ¢) L7 (Ho(s)L s ()

= sin(wt — ¢)(e™") (4.18)

sin(wt — ¢)H,(s) [05] = Cra®sin(wt + 1) + Caa’sin(3wt + po) + €' (4.19)

where C1, Cs, p1, poare constants (these can be determined from the frequency
response of H,(s)), and ¢~ denotes exponentially decaying terms. Now denote

1"

ui2(t) = aZ%[C’lsin(wt + p1) + Casin(3wt + p2)]. (4.20)

The tracking error equations, (4.17) after linearization (effected simply by drop-
ping 62 terms as we have expressed the system as an ODE in 6) can be rewritten
as

0 =0" + Hy(s) [urz(t) + ¢ " — f"sin(wt — ¢)Ho(s) [600]] - (4.21)

Multiplying both sides of (4.21) with the denominator of H;(s), we get

den {H;(s)} [0] = € "+num {H;(s)} [u3(t) + € " — f"sin(wt — ¢)H,(s) [000]] -
(4.22)
The term #*drops out or becomes an exponentially decaying term when operated

upon by den{T'y(s)} contained in term den{H;(s)}. We now write a state space
representation of the LTV system in (4.22):

x=A(t)x+Buz(t), At+T)=At), T =27/w. (4.23)

The system has a state transition matrix ®(¢,0) given by the solution of

®=A(t)®(t,0), ®(0,0)=1 (4.24)

The system is exponentially stable if the eigenvalues of the matrix ®(T,0)
(numerically calculated above) lie within the unit circle by Property 5.11 in
[14]. As the persistent part of the non-homogeneous forcing term in (4.22) is
O(a?), we have convergence of f to O(a?), and therefore the convergence of

§=y— Fo(s)lf* ()] = Fo(s) [f"/2(0 — 60)*] to O(a®).

O
While the result above permits determination of stability of extremum seeking
loops in a wide variety of classes, it is not a convenient design tool as it requires

calculation of the state transition matrix of an LTV system. Such design tool
is presented in section 1.2.2 of [1], and it is not intention of the present work to
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repeat this section in its entirety. It is sufficient to say mention that tools that
make it practical to design systems that satisfy conditions in Theorem 4.1 exist.

This system described in Figure 4.8 is very tolerant about the modeling errors.
Nothing needs to be known about the plant except a rough estimate of input
and output dynamics F;(s) and F,(s), and knowledge that function f(f) has a
minimum or a maximum (Figure 4.8 is searching for a minimum, to search for
a maximum the filter —C;(s)T'(s) has to be replaced with +C;(s)I'(s)).

However, if the phase lag on the probing frequency is not known exactly or is
not constant, the ES process may become unstable if error becomes sufficiently
large. In particular, if phase error reaches 180°, ES is guaranteed to move away
from the extremum. Especially if the plant dynamics is of high order, phase lag
on the probing frequency may be sensitive to changes in working parameters.

The technique presented in the next section is an addition to the Figure 4.8
that allows it to track the phase lag in input dynamics F;(s), which solves this
problem for a large class of systems. The technique is particularly useful for
systems which a time-variant (such as a cargo ship which is being offloaded), or
there is variation between fabrication units.

4.5 Phase lag tracking

Phase lag tracking is a technique developed in this thesis. It can be used on
a class of problems where lag of the probing frequency in the input dynamics
H;(s) is either unknown or time-variant. This technique has its limitations: it
is not GAS, it needs to be slow to allow exponentially decaying terms to settle,
and it can do nothing to determine the lag of the output dynamics H,(s).

Possible areas of application are systems that are time-variant, for example a
ship that is being offloaded, or if there is variation between manufacturing units.

Idea with multiplication with the second harmonic of the modulation frequency
mentioned in [2], but neither proof nor an implementation suggestion provided.

The setup is an addition to extremum seeking scheme. The principal change
compared to the standard ES setup is that demodulation factor sin(wt — ¢) is
replaced with sin(wt — g?)), with ngS being the estimate of the phase lag on the
modulation frequency.

4.5.1 Motivational analysis

The idea behind phase lag tracking is simple. Consider a system as described
on Figure 4.8, but without output dynamic (H,(s) = 1) . Define yo = k?:g;g,
19;823 = 1 for @ > w, with w being the particular probing
frequency and not frequency in general. It can be shown that if yo = kjg}’gzg [y]

and assume that k

is multiplied by signal k = cos(2wt — 2(%), the low-frequency part of the product
p(¢) will have its maximum when ¢ = —ZF;(jw).
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To find this maximum, the controller plays a kind of hide-and-seek game. It
starts with an initial guess . To find which direction it should go, it compares
values 0fp(<2>+¢3) and p(qg—(;g) pr(gz§+45) > p(qgfqg), then p($+<;3) is “warmer”
than p(g?) — ), and 6 should increase. The situation is of course vice versa if
(¢ + @) < p(¢ — @), and ¢ — ¢ would be closer to the maximum.

Interestingly, the first method to find the minimum of the function in (??) was

to use another extremum seeking loop, with ¢,  as controlled variable and the
expression in (??) as the function to be minimized. This solution was imple-
mented and worked, but was eventually discarded for the solution described in
Figure 4.9.

4.5.2 Lag tracking scheme

o Fifs) [—» £(60) |—» F(5) J
Plant
R R P A-C”(H'] -
L] o —Ci(s) g (s) = = r_r(-":]

asin(wt) sin(wt — ¢)

5 2uwit—
—cos “ — |
20, + o

2wt—
oS ~ _
20, — o

* Ci(s)

S
=]
oy
ok
=
L=

Y
o
¥y
¥
+(P
. 'l"

LFF Regulatar

ZH,(jw)

Figure 4.9: Extremum Seeking with modulation frequency lag tracking
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4.5.3 Stability test

The first thing that needs to be shown is that the ES loop remains stable in
presence of a small, non-constant error in phase lag estimate.

Theorem 4.2. For the system on Figure 4.9, the output error § achieves local
exponential convergence to Q(a?) in presence of a phase lag estimation error

b=¢— gZ; under the same assumptions as for the Theorem 4.1.

Proof. An error in the estimate of the phase lag demodulation frequency means
that the demodulation signal changes from sin(wt — ¢) to sin(wt — ¢ + ¢). To
make the proof easier, the phase lag error is represented by changing the input

to asin(wt — ¢) by applying time shift to1q = tnew — % The rest of the proof
closely follows proof of the Theorem 4.1. Compared to equations in Table 4.1
this time shift means that (4.7) changes to

002 = F;(s) [asin(wt — (5)] (4.25)

Sub-index “2” is added to separate it from the original equation 4.10. Next, since
I* =T¢(s), and C,(s) is asymptotically stable, L™ {H,(s)[y*]} = L7 {H,(s)T's(s)} =
¢t and (4.18) holds. Examining if (4.19) holds as well:

sin(wt — ¢)H,(s) [05,]
=sin(wt — ¢)Ho(s) [a’sin®(wt — §)]
1 — cos(2wt — 2(2))}

—asin(ut — () |

2
=a’sin(wt — ¢) H,(s) B} —%aQSin(wt — @) H,(s) [cos (2wt — 2(;3)]
—_——

E—t

= ia2|Ho(j2w)\ (sin(3wt — 26 — ¢ + LH,(j2w)) — sin(wt — 2¢ + ¢ + LH,(j2w))) + ¢

:i|Ho(j2w)|a2 (sin(wt —2¢ + ¢ + LH,(j2w)) — sin(3wt — 2¢ — ¢ + LH,(j2w))) + €

(4.26)
Just as in Theorem 4.1, we define
1 - .
ui32(t, @) = Za2?|]1fo(j2<.u)| (sin(wt —2¢ + ¢ + LH,(j2w)) — sin(3wt — 2¢ — ¢ + LH,(j2w)))
(4.27)

and notice that |uisa(t, $)| < %an” after the exponentially decaying terms ¢ ¢

settle.

Continuing to follow the proof in Theorem 4.1, writing down the linearized form
of equation (4.17), and multiplying both sides with the denominator of H;(s),
get

den{H;(s)}[0] = e "+num{H;(s)} [urz2(t, @) + ¢ " — f"sin(wt — ¢)Ho(s)[0020]]
(4.28)
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The difference between this and equation (4;22) is that variables 6y and uq3 are
replaced with 6y and u132. Looking at 620

0020 = asin(wt — ¢)0

) - o (4.29)

= a (sin(wt)cos(¢) — cos(wt)sin(p)) 0
Since we are doing a local analysis, we can linearize by removing the second
order term sin(¢$)6, and set cos(¢) = 1, yielding

0029 ~ 005 (430)

with 6y being exactly as defined in Table 4.1. This transforms equation (4.28)
to

den{H;(s)}[0] = e "+num{H;(s)} [uiz2(t, @) + € — f"sin(wt — ¢)Ho(s)[000]]

) (4.31)
Now, —num{H;(s)} [f"sin(wt — ¢)Ho(s)[008]] is a periodic linear time-varying
function of § with 6, and sin(wt — ¢) being the time-varying terms with period
T = 27 /w. This means that (4.31) can be represented as a periodic LTV system

i = A(t)x + Buyss(t, 9), At + T) = A(t), T = 27 /w (4.32)
With A(t) being exactly the same as in equation in (4.23) and u;32, the persis-
tent part of the forcing term, being @(a?), and thus we have convergence of ¢
to O(a?) and therefore also convergence of § =y — F,(s)[f*(t)] to O(a?) under
the same conditions as in Theorem 4.1.

O

Assumption 4.4. 0 is sufficiently dampened on frequencies w and higher.

This assumption means that modulation signal asin(wt) dominates over § on
frequency w. This is not a very far far-fetched assumption since I'y(s) is a
low-pass filter.

Assumption 4.5. ZF,(2jw) is known.

Since kg;g;; is specified by designer and H,(s) = kg;g;; F,(s) , Assumption 4.5

implies that also ZH,(2jw) is also known. This assumption is obviously quite
limiting and it requires a good model of output dynamics. Of course, this is not
limiting at all if there are no output dynamics, i.e. F,(s) = 1.

Notice that w is in this context the particular probing frequency and not the
frequency in general, so s=—4w does not apply.

Theorem 4.3 (Vannsjo Theorem). The part of the system on figure 4.9 with
b as input and —& as output is passive, with ¢ = —LF;(jw) — q@; = ¢— ¢ being
the error in the estimate of the phase lag in the input dynamics on the probing
frequency.
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¢ | The total phase lag on the probing frequency of F;(s)
and Ho(s); ¢ = —ZFi(jw)Ho(jw)

¢ | Estimate of ¢

Estimate of phase lag of the plant input dynamics on
the probing frequency, i.e. —ZF;(jw)

¢ | Error in the estimate <§ & =¢— (;3 =¢, — ba

Table 4.2: Definitions of variables related to phase lag

Proof. Using definitions in Table 4.1, and in addition defining 6; so that ¢ =
Fy(s)[6:] and 0 = Fi(s)[0] — 0*, and stating that £(0) = f* + - (0 — 0*(¢))* in
some neighborhood of 6*(t) we get

0; = 0 + asin(wt)
0 = Fy(s)[0] + Fi(s) [asin(wt)] = 0% + 8 + Fy(s)[asin(wt)]

Notice that the time shift from Theorem 4.2 is not used. Calculating y- 2

kret )
yo = Ho(s)[£(6)] = Has) [f* + L5+ Rl sin(wtnﬂ
= Ho( )
S| _|_702 ! F'(s)[asin(wt)}Fi(s)[asin(wt)] / 2§F( )[asin(wt)]} +e !
— ()] + L "|F<yw>|2 2, (s)[sin? (wt + ZF;(jw))]

"

+ "0 Ho(s)Fy(s)[asin(wt)] + %Ho(s)[tﬂ??] +e!
(4.33)

By substituting sin?(z) = (1 — cos(2x)), have

H,(s)[sin? (wt + ZF;(jw))] = Hy(s) B] —%Ho(s)[cos (2wt + 2L F;(jw))]
—_———

= %|Ho(j2w)|cos (2wt + 2/ F;(jw) + £H,(j2w)) + € *
This allows transforming (4.33) to
yo = Ho(s)[f"]
—~ f—N|Fi(jw)|2a2|Ho(j2w)\cos (2wt + 2£F(jw) + ZHo(j2w)) +  (4.34)

1"

P (8)Fi(asin(n)] + L H (9)]0%) +
Next, this signal is multiplied with

cos(2wt — 2¢Ab_ — ¢) — cos(2wt — 2(;5;_ + ¢) (4.35)
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and put through low-pass filter C;(s) which dampens out frequencies from w
and higher, so that C;(0) = 1, C4(jw) < 1 for @ > w. Only one term in (4.34)
contains frequency 2w. The other terms will become exponentially decaying
when multiplied with (4.35) and then acted upon by Cj(s). In particular 6
is sufficiently dampened on modulation frequency w per Assumption 2 and is
bounded per Theorem 4.2. Thus, after low-pass filtering, we have

1"

& =~ Lo IR ) Pa |, (20
- Cy(s)[cos (2wt + 2L F,(jw) + LH,(j2w))
(cos(Zwt — 267 — ) — cos(2wt — 2y + J)))] fet=
= LR Gy a? 2] (4.36)
C’l(s)[cos(élwt + 24F;(jw) + LH,(j2w) — 25 — ¢)—
- cos(4wt + 24 F;(jw) + ZH,(52w) — 205 + &)+
+ cos(2LFi(jw) + LHo(j2w) + 26y + &)
— cos(2£F,(jw) + LH,(j2w) + 205 — )] + €7

Again, Cj(s) acting on parts of the sum with frequency 4w, which - still assuming cos(a) - cos(b) =

that C;(jw) <« 1 for w = 4w - results in only exponentially decaying terms.
Looking at the low-frequency part 1
i(cos(a —b)
2/ Fy(jw) + LHo(j2w) + 205 + &) +cos(a+1))
—cos(2LF;(jw) + LH,(j2w) + 2¢b )
=cos(2LF;(jw) + LH,(j2w) + 2¢b + )
)

CO

V)

2/ F;(jw) + ZH,(j2w) + 2¢; —¢+7) (4.37)

<44Fi(jw) +2/H,(j2w) + 46y + 7r> <2¢ . 7r>
=2cos > cos 5

— — 2 sin(¢) sin (24Fi(jw) + ZH,(j2w) + 2¢A,;)
~——

constant

Substituting the above into (4.36), we get

"

& = LR Go)Pa? L, (720) 5 Cuts)

[—2sin(9)sin (24 Fi(juw) + ZH,(j2) + 20, )| + ¢

= IF (jw)?a®|H,(j2w)|sin(6)|Ci(0)|sin(6)-

(4.38)

- sin (24Fi(jw) + ZH,(j2w) + £Cy(0) + Q(Z;b—) et
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Substituting QS;_ = (bA; — 1/H,(j2w) and Cy(0) =1,

"

€)= fz\Fi(jw)\2a2|HO(j2w)|sin(¢3)sin (24Fi(jw) + 2¢E) +e ' (439

Next, since ¢ = —ZF;(jw) — gbA;have 1

" _ ~
& = fz\Fi(jw)\2a2|HO(j2w)\sin(¢)sin (—2¢) +€* (4.40)
Discarding the exponentially decaying tern e~*, we have
2020, ¢ € [-m/2,7/2] (4.41)

The part of system with 6 as input and —&5 as output is passive. Any passive
controller can be used as regulator R(s), as long as it is slow enough to allow
the exponentially decaying terms to settle.

O
Corollary 4.4. Controller qﬁg = —%[52] — ko&s is passive with & as input and
& as output for any ki, ky € RT.
Proof. Substituting
- . a . k
6 = ~LFi(jw) = 6y = —LF(jw) + 6] + kot (4.42)
and defining a positive semi-definite storage function V per relationship
k1 3\
2k V = ?[52] — ZFi(jw) (4.43)
Then, assuming that %LFi (jw) is negligible have
- k1 :
V=Sl - £E(w) | & (4.44)
Substituting for %[52} from (4.42),
V = (¢ — ka&a)ba < 62 (4.45)
O

Thus, the scheme on figure (??) with R(s) = £ + k&, is an interconnection of
two passive systems (with one negative connection because passivity in theorem
4.3 is proven for —¢&; as output. The entire system is therefore passive and since
it is unforced it is also stable.
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Figure 4.12: Cost function

4.6 Applying Extremum Seeking to this model

Implementation of controller locating the otimal direction for the system is
shown on Figure 4.10. Contents of the Plant box are shown on Figure 4.11.
The implementation follows the scheme on Figure 4.9, with exception of a sat-
uraion element in regulator R. Due to implementational concern, instead of
continuous transition the model of the ship changes its time constant 7T to
213.6s at simulation time 8000s. The probing frequency w = 0.5s was selected,
giving probing period of T' = 27/w = 12s. This is high enough frequency to
allow quick convergence, but could lead to intereference with waves if they will
be included in the model.

The main difficulty encountered is that the system is that exponentially decaying
terms from Theorem 4.3 can take too long time to decay. For that reason, high-
order filters are employed as both as C,(s) and Cj(s). Also, a saturation element
after Cj(s) limits the effects of the disturbance until the exponentially decaying
terms settle.

4.7 Results

The results of simulation are shown in Figures 4.13-4.15. The controller success-
fully converges the cost function towards its minimum, which is zero. The lag

I Think of qSA; as an estimate of —ZF;(jw)
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Figure 4.13: Estimate of lag, before and after the system changes. Theoretical
value is shown with black dashed line, estimate is given with the blue line.
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Figure 4.14: Error signal &. Large transients are observed before the expone-
tially decaying terms settle
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Figure 4.15: Figure 4.14 magnified. Effects of the saturation element are clearly
seen.

on the modulation frequency can was calculated using the Control System tool-
box as well, by adding frequency responses of plant input dynamics and H,(s).
The code is shown in Algorithm 4.2. The calculated lag of the mutated system
is shown on Figure 4.13 as a black dashed line. It shows that the value found
using the method described in this work converges towards the value calculated
with Control System Toolbox.

It is worth commenting that the phase estimation error converges after about
700 seconds, while the main extremum seeking loop converges only about 1500
seconds. This confirms the results from the theory, that phase lag tracking does
not need # to be close to zero in order to work.

4.8 Conclusion

In this chapter, possibility of doing the transfer operation on an optimal angle
into the wave fronts using extremum seeking was considered. To allow the model
to change underway, a modification of the Extremum Seeking scheme was made
to allow it to cope with continuous changes in model parameters. This allows
use of probing frequencies that can change significantly during an operation.
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Algorithm 4.2 Calculating frequency response of H;(s) and H,(s)

function w = getOmega ()
omega = 0.5;

K = 0.185;

T = 107.3%2;

nom = [K];

den = [T, 1, 0];

sys = tf(nom, den);

Kp=20.1; T . d= 14;
cntrl_nom = [T_d + K_p, K p];
cntrl den = [1 2];

cntrl = tf(cntrl_nom,cntrl_den);
H ol = tf([1 0],[1 omega/10]);

close_loop = cntrlx sys / (14+cntrl *sys);

sys_lag = freqresp (close_loop, omega);

H o lag = freqresp (H o, omega)*3; % Three H o’s in series
w = sys_lag + H_o_lag;
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Chapter 5

Conclusion

This thesis contains two different approaches to solve the same practical problem
of transforming heavy equipment in heavy seas. Both approaches yielded some
results. Chapter 3 proposes attaching fins to the sides of the smaller craft, and
achieves sufficient improvement in stability. Chapter 4 yields interesting theo-
retical results. It has been shown that the proposed scheme can in fact handle
sudden changes in the plant, but further testing is necessary to demonstrate
applicability of this technique.
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Chapter 6

Appendixes

6.1 Frequency response lemmas

Lemma 6.1. If the transfer function H(s) has all of its poles with negative real
parts, then for any real 1,

H(s)[sin(wt — $)] = Tm { H(jw)e! @0 } 4 e,
where €=t denotes exponentially decaying terms.

This is simply the frequency response of an asymptotically stable LTI system.

Lemma 6.2. For any two rational function A(-) and B(:,-), the following is
true:

Im {ej(‘”“t_w)A(jwa)} Im {ej(wbt_¢)B(s,jwb)[z(t)]}
= 5 Re {0t A i) B(s, jun)[2(0)]}
— 5 Re { I om0 A1) B(s, jun) (1)}

Proof. Follows by substituting the representations for the real and imaginary

parts of a complex number z, Rez = 2'52, and Imz = Zgg.

O

6.2 Contents of the attached DVD

| Name | Type | Description
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Name

Type

Description

waves__comp

Folder

Folder containing simulation of the system in
bow-to-stern configuration as described in
Chapter 3.

waves__comp/init.m

Matlab script

Initializes variables for the simulation.

waves__comp/Seabase.mdl

Simulink model

Simulink model.

actuation.avi

Video, cinepak

Animation of fin-acutated system.

no_actuation.avi

Video, cinepak

Animation of the same system as in
actuation.avi, with fins inactive. Notice large
angular movements of the ramp.

direction

Folder

Folder containing simulation in side-to-side
configuration.

direction/init.m

Matlab script

Initializes variables before the simulation.

direction/autolag.mdl

Simulink model

Simulink model

direction/getOmega.m

Matlab script

Algorithm 4.2

direction/sinus_ with_ lag.mdl

Simulink
library function

Simulink block for a sinus with variable phase.
Add 7/2 to the to the phase to get a cosine.

ControlFinal.pdf

PDF documen-
t/presentation

Presentation given by Professor Miroslav
Krsti¢ to ONR.
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