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The control problem of a flexible hypersonic vehicle is presented, where input saturation and aerodynamic uncertainty are
considered. A control-oriented model including aerodynamic uncertainty is derived for simple controller design due to the
nonlinearity and complexity of hypersonic vehicle model. Then it is separated into velocity subsystem and altitude subsystem.
On the basis of the integration of robust adaptive control and backstepping technique, respective controller is designed for each
subsystem, where an auxiliary signal provided by an additional dynamic system is used to compensate for the control saturation
effect. Then to deal with the “explosion of terms” problem inherent in backstepping control, a novel first-order filter is proposed.
Simulation results are included to demonstrate the effectiveness of the adaptive backstepping control scheme.

1. Introduction

Air-breathing hypersonic vehicles (AHVs) are characterized
by their unique design, incorporating a supersonic combus-
tion ramjet engine located beneath the fuselage. This esoteric
configuration results in strong coupling between the thrust
and pitch dynamics of the vehicle, which in combination
with flexible effects and static instability make the vehicle a
challenging application for control [1]. In addition, there are
sensitivity changes in the flight conditions, uncertain aero-
dynamic characteristics of the vehicle, and highly nonlinear
nature of hypersonic vehicle dynamics. Thus the problem of
control design is one of the key techniques for the appli-
cation of flexible air-breathing hypersonic vehicle (FAHV),
and the control system is required to have robustness to
uncertainty. Since there is difficulty in accurately measuring
and estimating vehicle’s aerodynamic characteristics, only the
longitudinal analytical model of FAHV proposed in [2] has
been used for controller design. For the enormous complexity
of the nonlinear dynamics of FAHV, linear control theory has
been widely employed for flight control design based on a
linearized model [3–7]. These controllers are designed based

on a linearized model which is obtained at specified trim
condition or obtained by feedback linearization technique.
With the development of nonlinear control theory, nonlinear
control schemes are used to design the controller of FAHV
[8–14].

Though the research mentioned above achieved satis-
factory control performance, it has not considered input
saturation. And it usually appears in many practical sys-
tems because the amplitudes of control inputs of almost all
practical control systems are limited. The closed-loop system
performance may be degraded severely or even lose stability
if the input constraint is ignored. Some control methods are
applied to handle input constraints [15–17]. For the flight
control system, under the occurrence of input saturation,
it is in open loop state. If the output of actuator does not
return to linear work space, the hypersonic vehicle may lose
stability or even disintegrates. Thus it is necessary to design
the high reliability control system with input constraints.
Many control approaches have been presented to design the
controller for the hypersonic vehicle with the consideration
of input constraints. Anti-windup control was developed
to handle input constraint of hypersonic vehicles while
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the uncertainty was not considered [18]. Model predictive
control has been used popularly because of its inherent
capability to implement input constraint directly at the level
of control design [19]. However, it depends on the real-time
receding horizon optimization, and the main barrier of it
applied to hypersonic vehicle is online optimization and the
determination of time-domain step size [20]. 𝐻

∞
approach

was proposed for a linearized FAHV model in the presence
of uncertain parameters and input constraints, where the
linearized model was obtained by the feedback linearization
approach [21]. It should be pointed out that high-order
derivatives of outputs need to be computed. By using the
differential geometry principle and the total energy theory,
advanced flight control laws were designed for hypersonic
vehicle in the presence of actuator limitations [22]. Three
adaptive fault control schemes were proposed for AHV in
considering external disturbances, actuator faults, and input
saturation [23]. The latter two control approaches did not
need to know the upper bound of the external disturbances
and the real minimum value of actuator efficiency factor in
advance. An adaptive backstepping attitude controller was
proposed for reentry RLV with input constraint and external
disturbance in [24]. And in [25], an adaptive dynamic
surface controller was proposed for a generic hypersonic
flight vehicle with consideration of magnitude, rate, and
bandwidth constraints on actuator signals. Then in [26], a
novel integral term was introduced during dynamic surface
control (DSC) scheme design procedure to improve the
tracking performance of designed controller and avoid a large
initial control signal. Moreover, a robust adaptive dynamic
surface controller was investigated for a hypersonic vehicle
in the presence of parametric model uncertainty and input
saturation, where a compensation designwas employedwhen
the input saturations occurred [27]. An adaptive DSC scheme
based on radial basis function neural network (RBFNN) was
presented for a hypersonic vehicle under the magnitude, rate,
and bandwidth constraints on actuator in [28]. Furthermore,
nonlinear disturbance observer and RBFNN based sliding
mode control were designed for a near space vehicle in [29],
where RBFNNwas constructed as a compensator to avoid the
saturation nonlinearity of rudders.

The motivation of the research is to develop practical
nonlinear robust control method for a FAHV model with
aerodynamic uncertainty. The main contributions are sum-
marized as follows.

First of all, a nonlinear control-oriented model derived
from the curved-fitted model of FAHV without obtaining
the linearized model at a trim condition or computing the
high-order time derivatives of outputs. Based on the analysis
of control-oriented model, it is reasonable to decompose
it into two low-order subsystems: velocity subsystem and
altitude subsystem.Then the available inputs are designed for
subsystems with the reduction of computational burden.

In the second place, auxiliary signals are introduced to
cope with input constraints which are provided by auxiliary
systems, and the auxiliary signals are employed during the
controller design and stability analysis procedure. Although
input constraint is also handled by the additional system in
[30], in this paper it does not need to construct dynamic

robust term during the controller and additional system
design procedure. So it simplifies the controller design and
stability analysis.

Last but not least, the upper bound of uncertainties
is not required to be known in advance. Adaptive law is
designed to estimate the upper bound, and the robustness
is ensured at the same time. The difference from our pre-
vious work [30] is that adaptive technique is employed to
approximate compounded uncertainty.The estimation ability
of the adaptive law can be clearly shown via theory analysis,
and the estimation accuracy can be improved by choosing
parameters. From theoretical and simulation aspects, the
parameters of adaptive laws are determined more simply
than that of RBFNN used in [30]. The “explosion of terms”
problem is avoided by developing the novel first-order filter,
and its advantage over the traditional first-order filter in DSC
method is testified by simulation result.

2. Problem Formulation

2.1. Curved-Fitted Model of FAHV. The nonlinear equations
of motion of FAHV used in this study are mentioned in
[31]. The longitudinal dynamic equations of a FAHV, which
describe velocity, altitude, flight path angle (FPA), angle of
attack (AOA), pitch rate, and flexible modes are given as
follows:
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This model is called a curve-fitted model (CFM) for
FAHV and utilized for simulation only. In (1)–(6), the thrust
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the coefficients obtained from fitting the curves are given in
the following:
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Here, the function arguments are removed in brief,𝑀
∞
is the

free streamMach number, and 𝑞 is the dynamic pressure; they
are defined as 𝑞 = 0.5𝜌(ℎ)𝑉

2 and 𝑀
∞

= 𝑉/𝑀
0
. Herein, 𝜌(ℎ)

is the altitude dependent air-density, and 𝑀
0
is the speed of

sound at a given altitude and temperature.

2.2. Control-Oriented Model and Control Objective. As dis-
cussed in [5], the simplified model is developed for con-
troller design. It is called control-oriented model (COM) and
derived from the CFM by neglecting the flexible dynamics
since the measurements of the flexible states are not assumed
to be available for feedback [13]. That is to say, the flexible
dynamics are not considered directly at the control design
level but are taken as perturbations on the COM, and
their effects are evaluated in simulation. Besides, the input
coupling terms are represented as perturbations. Namely, the
COM is comprised of five rigid body dynamic equations (1)–
(5).

It is noted that in this model a canard is used to cancel
the lift-elevator coupling to cancel nonminimum phase. The
canard deflection 𝛿
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the canard would exactly cancel the lift due to the elevator
deflection. However, in practice, an ideal interconnect gain
is hard to achieve and thus it is impossible to exactly cancel
the lift-elevator coupling [33]; it is assumed that 𝑘
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For the hypersonic vehicles control system, it is unavoid-
able that the actuator output is limited, especially the mag-
nitude constraint of actuator input. The input constraints
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studied herein include the constraints on fuel equivalence
ratio and elevator deflection. Since the propulsion system
of hypersonic vehicle is required to maintain the conditions
that sustain scramjet operation, the limit on fuel equivalence
ratio is naturally induced. The thermal choking will occur
if the constraint is violated, which could lead engine to be
unstart which could jeopardize the mission, the vehicle, and
its contents. The constraint on elevator deflection is mainly
caused by the limits on control surface displacement. Because
the actuator outputs are constrained, the input constraint of
fuel equivalence ratio and elevator deflection are denoted as
sat(𝜙) and sat(𝛿

𝑒
), respectively.

The expression of input saturation sat(𝜙) is as follows:

sat (𝜙) =
{{{{

{{{{

{

𝜙max, 𝜙 ≥ 𝜙max

𝜙, 𝜙min < 𝜙 < 𝜙max

𝜙min, 𝜙 ≤ 𝜙min,

(12)

where 𝜙 is the desired control input to be designed in the
following section and 𝜙min and 𝜙max are the minimum value
and maximum value of fuel equivalence ratio, respectively.

The expression of input saturation sat(𝛿
𝑒
) is as follows:

sat (𝛿
𝑒
) =

{{{{

{{{{

{

𝛿
𝑒max, 𝛿

𝑒
≥ 𝛿
𝑒max

𝛿
𝑒
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𝑒
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𝛿
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𝑒
≤ 𝛿
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(13)

where 𝛿
𝑒
is the desired control input to be designed in the

following section and 𝛿
𝑒min and 𝛿𝑒max are theminimum value

and maximum value of elevator deflection, respectively.
There are four inputs in (1)–(5) and they are the diffuser-

area-ratio 𝐴
𝑑
(it is fitted as 𝐴

𝑑
= 1 in this study), canard

deflection, fuel equivalence ratio, and elevator deflection.The
outputs to be controlled are selected as velocity and altitude.
It is assumed that the states of the rigid body system are
available and the controller design only utilizes the feedback
from the rigid body states. Because the measurements of the
flexible states are not assumed to be available for feedback
[13], the flexible states are treated as disturbances.The control
objective is to design fuel equivalence ratio and elevator
deflection to make velocity and altitude track their command
trajectories with aerodynamic uncertainty and input satura-
tion.

3. Controller Design

It can be obtained from the aircraft model (1)–(5) and
the aerodynamic formulations (7)-(8) that thrust affects the
velocity and the fuel equivalence ratio affected by the thrust,
so the velocity is mainly affected by fuel equivalence ratio.
Moreover, it is reasonable to implement a separate control
design, since elevator deflection has a dominant contribution
towards the altitude change. The COM is decomposed into
two subsystems firstly, and they are the velocity subsystem
and the altitude subsystem. Then every subsystem is con-
trolled separately by the available input. Dynamic inversion

and robust adaptive control are synthesized to design control
input (fuel equivalence ratio) for the first subsystem. Back-
stepping control and robust adaptive control are combined
to design control input (elevator deflection) after the second
subsystem is transformed into strict-feedback form. With
the consideration of input saturation, the auxiliary signals
which are provided by the auxiliary system are applied to
cope with them. The auxiliary signals are employed during
the controller design and stability analysis procedure. The
detailed design procedures are given in the following two
subsections.

3.1. Robust Adaptive Control for Velocity Subsystem. Dynamic
inversion can achieve the decoupling between the input and
output of a system. It can be used for different types of
aircraft and adapted to a model change from simulation
and flight tests, but it lacks robustness to uncertainty. The
adaptive control can overcome the uncertainty, disturbance,
and unmodeled dynamics. Therefore, in this subsection, the
robust adaptive control is incorporated into the dynamic
inversion to design the fuel equivalence ratio.

The dynamic of velocity can be written as

�̇� = 𝑓
𝑉
+ 𝑔
𝑉
sat (𝜙) + Δ𝑓

𝑉
, (14)

where

𝑓
𝑉
= 𝑞𝐶
𝑇,1

cos 𝛼

𝑚
− 𝑔 sin 𝛾

−

𝑞𝑆 (𝐶
(𝛼+Δ𝜏1)

2

𝐷
𝛼
2

+ 𝐶
(𝛼+Δ𝜏1)

𝐷
𝛼 + 𝐶

0

𝐷
)

𝑚
,

𝑔
𝑉
= 𝑞𝐶
𝑇,𝜙,1

cos 𝛼

𝑚
,

Δ𝑓
𝑉
= [Δ𝑇

+ 𝑞𝜙 (𝐶
𝛼Δ𝜏1

𝑇,𝜙
𝛼Δ𝜏
1
+ 𝐶
Δ𝜏1

2

𝑇,𝜙
Δ𝜏
1

2

+ 𝐶
Δ𝜏1

𝑇,𝜙
Δ𝜏
1
)

+ 𝑞𝐶
Δ𝜏1

𝑇
Δ𝜏
1
] cos 𝛼

𝑚

−

[𝐷 − 𝑞𝑆 (𝐶
(𝛼+Δ𝜏1)

2

𝐷
𝛼
2

+ 𝐶
𝛼+Δ𝜏1

𝐷
𝛼 + 𝐶

0

𝐷
) + Δ𝐷]

𝑚
,

𝐶
𝑇,1

= 𝐶
𝐴𝑑

𝑇
𝐴
𝑑
+ 𝐶
𝛼

𝑇
𝛼 + 𝐶

𝑀
−2

∞

𝑇
𝑀
−2

∞
+ 𝐶
0

𝑇
,

𝐶
𝑇,𝜙,1

= 𝐶
𝛼

𝑇,𝜙
𝛼 + 𝐶

𝛼𝑀
−2

∞

𝑇,𝜙
𝛼𝑀
−2

∞
+ 𝐶
𝑀
−2

∞

𝑇,𝜙
𝑀
−2

∞
+ 𝐶
0

𝑇,𝜙
.

(15)

It is obvious that the desired control input may be larger
than the actual control energy provided. Thus there is a
difference between the desired control input and the actual
control input, and it is described as

Δ𝜙 = sat (𝜙) − 𝜙. (16)

According to physical backgrounds of FAHV, it is reason-
able to make the following assumption.
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Assumption 1. For the uncertain termΔ𝑓
𝑉
, there is a constant

𝜆
𝑉
> 0 such that |Δ𝑓

𝑉
| ≤ 𝜆
𝑉
.

The tracking error of velocity is defined as

𝑧
𝑉
= 𝑉 − 𝑉

𝑑
, (17)

where 𝑉
𝑑
is the reference command of velocity. The time

derivative of (17) is

�̇�
𝑉
= 𝑓
𝑉
+ 𝑔
𝑉
𝜙 + 𝑔
𝑉
Δ𝜙 − �̇�

𝑑
+ Δ𝑓
𝑉
. (18)

Considering the saturation of fuel equivalence ratio (12),
inspired by the work in [34], the following auxiliary system is
constructed:
�̇�
𝜙

=

{{

{{

{

−𝑘
𝜎𝜙
𝜎
𝜙
−

(
𝑧𝑉𝑔𝑉Δ𝜙

 + 0.5Δ𝜙
2

)

𝜎
𝜙

− Δ𝜙,

𝜎
𝜙


≥ 𝜓
𝜙

0,

𝜎
𝜙


< 𝜓
𝜙
,

(19)

where 𝜓
𝜙
> 0.

The fuel equivalence ratio is designed as

𝜙 = 𝑔
−1

𝑉
(−𝑘
𝑉
(𝑧
𝑉
− 𝜎
𝜙
) − 𝑓
𝑉
+ �̇�
𝑑
−

�̂�
𝑉
𝑐
𝑉
𝑧
𝑉

𝑧𝑉
 + 𝜀
𝑉

) . (20)

The adaptive law for �̂�
𝑉
is

̇̂
𝜆
𝑉
=

𝑎
𝑉
𝑐
𝑉
𝑧
2

𝑉

𝑧𝑉
 + 𝜀
𝑉

, (21)

where 𝑘
𝑉
, 𝑎
𝑉
, 𝜀
𝑉
> 0, 𝑐
𝑉
> 1.

Taking the estimation error and tracking error into
account, the Lyapunov function is constructed as

𝑌
𝑉
=

1

2
𝑧
2

𝑉
+

1

2𝑎
𝑉

�̃�
2

𝑉
+
1

2
𝜎
2

𝜙
, (22)

where �̃�
𝑉
= �̂�
𝑉
− 𝜆
𝑉
is the estimation error of 𝜆

𝑉
.

Using the derivative of 𝑌
𝑉
respective to time,

�̇�
𝑉
= 𝑧
𝑉
�̇�
𝑉
+

1

𝑎
𝑉

�̃�
𝑉

̇̂
𝜆
𝑉
+ 𝜎
𝜙
�̇�
𝜙
. (23)

From (18)–(21), we have

�̇�
𝑉
= −𝑘
𝑉
𝑧
2

𝑉
+ 𝑘
𝑉
𝜎
𝜙
𝑧
𝑉
+ 𝑧
𝑉
𝑔
𝑉
Δ𝜙 −

𝜆
𝑉
𝑐
𝑉
𝑧
2

𝑉

𝑧𝑉
 + 𝜀
𝑉

+ 𝑧
𝑉
Δ𝑓
𝑉
− 𝑘
𝜎𝜙
𝜎
2

𝜙
− (

𝑧𝑉𝑔𝑉Δ𝜙
 + 0.5Δ𝜙

2

)

− 𝜎
𝜙
Δ𝜙.

(24)

Since

𝑧
𝑉
𝑔
𝑉
Δ𝜙 −

𝑧𝑉𝑔𝑉Δ𝜙
 ≤ 0,

𝑧
𝑉
Δ𝑓 ≤

𝑧𝑉
 𝜆𝑉,

𝑘
𝑉
𝜎
𝜙
𝑧
𝑉
− 𝜎
𝜙
Δ𝜙 ≤

𝑘
𝑉

2
𝑧
2

𝑉
+
𝑘
𝑉
+ 1

2
𝜎
2

𝜙
+
1

2
Δ𝜙
2

,

(25)

then

�̇�
𝑉
≤ −𝑘
𝑉
𝑧
2

𝑉
− (𝑘
𝜎𝜙

−
𝑘
𝑉
+ 1

2
)𝜎
2

𝜙
−

𝜆
𝑉
𝑐
𝑉
𝑧
2

𝑉

𝑧𝑉
 + 𝜀
𝑉

+
𝑧𝑉

 𝜆𝑉,

(26)

as long as |𝑧
𝑉
| ≥ 𝜀
𝑉
/(𝑐
𝑉
− 1), 𝑘

𝜎𝜙
− (𝑘
𝑉
+ 1)/2 > 0,

�̇�
𝑉
≤ −𝑘
𝑉
𝑧
2

𝑉
− (𝑘
𝜎𝜙

−
𝑘
𝑉
+ 1

2
)𝜎
2

𝜙
≤ 0. (27)

3.2. Robust Adaptive Backstepping Control for Altitude Subsys-
tem. The altitude subsystem includes dynamic equations of
altitude, FPA, AOA, and pitch rate. The altitude is controlled
through the tracking of FPA reference command 𝛾

𝑑
, which is

derived from altitude reference command ℎ
𝑑
.

The tracking error of altitude is defined as

z
ℎ
= ℎ − ℎ

𝑑
, (28)

where ℎ
𝑑
is altitude reference command.

The dynamic of (28) is �̇�
ℎ
= 𝑉 sin 𝛾 − ℎ̇

𝑑
. Because FPA is

very small during the cruise phase, sin 𝛾 ≈ 𝛾, then

�̇�
ℎ
= 𝑉𝛾 − ℎ̇

𝑑
. (29)

The FPA reference command is defined as 𝛾
𝑑
and the

tracking error of FPA is 𝑧
𝛾
= 𝛾 − 𝛾

𝑑
. Then (29) becomes

�̇�
ℎ
= 𝑧
ℎ
𝑉𝛾
𝑑
+ 𝑧
ℎ
𝑉𝑧
𝛾
− ℎ̇
𝑑
. (30)

And the FPA reference command 𝛾
𝑑
is chosen as

𝛾
𝑑
=

(−𝑘
ℎ
𝑧
ℎ
+ ℎ̇
𝑑
)

𝑉
, (31)

where 𝑘
ℎ
> 0 is the parameter to be designed.

The Lyapunov function is constructed as

𝑌
ℎ
=

1

2
𝑧
2

ℎ
. (32)

Based on (30) and (31), the time derivative of (32) satisfies

�̇�
ℎ
= −𝑘
ℎ
𝑧
2

ℎ
+ 𝑧
ℎ
𝑉𝑧
𝛾
. (33)

In the next step, the time derivative of 𝛾
𝑑
needs to be

computed. But from (31), the term �̇� is needed, and there
is aerodynamic uncertainty in the formulations �̇�, so it is
difficult to compute ̇𝛾

𝑑
. Thus, the derivative of 𝛾

𝑑
is estimated

by the following first-order filter:

�̇�
𝑑
= −

𝑒
𝑓𝛾

𝜏
𝛾

− 𝑙
𝛾
tanh (𝜉

𝛾
𝑙
𝛾
𝑒
𝑓𝛾
) , (34)

where 𝑒
𝑓𝛾

= 𝛾
𝑑
− 𝛾
𝑑
are the filter estimation error, 𝜏

𝛾
is the

filter time constant, and 𝜉
𝛾
, 𝑙
𝛾
> 0 are constants.
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Remark 2. ̇𝛾
𝑑
is approximated by the first-order filter (34),

and �̇�
𝑑
is used for the controller design in the next step.

Obviously, with 𝑙
𝛾
assumed to be zero, the first-order filter is

reduced to a classical integral filter as used in DSC method
(�̇�
𝑑
= −𝑒
𝑓𝛾
/𝜏
𝛾
). With this filter, the measurement noise can

be eliminated in the virtual control effort. Compared with the
classical first-order filter in theDSCmethod, the fast transient
response of filter can be obtained. Moreover, compared with
the filter that includes saturation function component, the
hyperbolic tangent function component is superior to the
saturation function component; thus the performances of the
filter proposed in this paper can be improved.

The dynamics of FPA, AOA, and pitch rate are rewritten
as the following strict-feedback formulation:

̇𝛾 = 𝑓
𝛾
+ 𝑔
𝛾
𝛼 + Δ𝑓

𝛾
, (35)

�̇� = 𝑓
𝛼
+ 𝑔
𝛼
𝑞 + Δ𝑓

𝛼
, (36)

̇𝑞 = 𝑓
𝑞
+ 𝑔
𝑞
sat (𝛿
𝑒
) + Δ𝑓

𝑞
, (37)

where

𝑓
𝛾
= 𝑞𝜙

⋅ sin
𝛼 [(𝐶

𝑀
−2

∞

𝑇,𝜙
𝑀
−2

∞
+ 𝐶
𝛼

𝑇,𝜙
𝛼 + 𝐶

𝛼𝑀
−2

∞

𝑇,𝜙
𝛼𝑀
−2

∞
+ 𝐶
0

𝑇,𝜙
)]

(𝑚𝑉)

− 𝑔 cos
𝛾

(𝑚𝑉)
+ 𝑞

⋅ sin
𝛼 [(𝐶

𝐴𝑑

𝑇
𝐴
𝑑
+ 𝐶
𝛼

𝑇
𝛼 + 𝐶

0

𝑇
+ 𝐶
𝑀
−2

∞

𝑇
𝑀
−2

∞
) + 𝑞𝑆𝐶

0

𝐿
]

(𝑚𝑉)
,

𝑓
𝛼
= −𝑓
𝛾
−
𝑞𝑆𝐶
𝛼

𝐿
𝛼

(𝑚𝑉)
,

𝑓
𝑞
=

[𝑧
𝑇
𝑇
1
+ 𝑞𝑆𝑐 (𝐶

𝛼

𝑀
𝛼 + 𝐶

0

𝑀
)]

𝐼
𝑦𝑦

,

𝑇
1
= 𝑞 (𝜙𝐶

𝑇,𝜙,1
+ 𝐶
𝑇,1

) ,

𝑔
𝛾
=

𝑞𝑆𝐶
𝛼

𝐿

(𝑚𝑉)
,

𝑔
𝛼
= 1,

𝑔
𝑞
=

𝑞𝑆𝑐 (𝐶
𝛿𝑒

𝑀
+ 𝐶
𝛿𝑐

𝑀
𝑘
𝑒𝑐0

)

𝐼
𝑦𝑦

,

Δ𝑓
𝛾
= [Δ𝑇 + 𝑞𝜙 (𝐶

𝛼Δ𝜏1

𝑇,𝜙
𝛼Δ𝜏
1
+ 𝐶
Δ𝜏
2

1

𝑇,𝜙
Δ𝜏
2

1
+ 𝐶
Δ𝜏1

𝑇,𝜙
Δ𝜏
1
)

+ 𝑞𝐶
Δ𝜏1

𝑇
Δ𝜏
1
] sin 𝛼

(𝑚𝑉)
+

Δ𝐿

(𝑚𝑉)

+

𝑞𝑆 (𝐶
Δ𝜏1

𝐿
Δ𝜏
1
+ 𝐶
Δ𝜏2

𝐿
Δ𝜏
2
)

(𝑚𝑉)
,

Δ𝑓
𝛼
= −Δ𝑓

𝛾
,

Δ𝑓
𝑞
=

[𝑧
𝑇
Δ𝑇 + 𝑞𝑆𝑐 (Δ𝐶

𝑀
+ 𝐶
Δ𝜏1

𝑀
Δ𝜏
1
+ 𝐶
Δ𝜏2

𝑀
Δ𝜏
2
)]

𝐼
𝑦𝑦

.

(38)

The difference between the desired control input and the
actual control input is described as

Δ𝛿
𝑒
= sat (𝛿

𝑒
) − 𝛿
𝑒
. (39)

It is noted that the structure of (35)–(37) possesses a
strict-feedback form,where the uncertain terms donot satisfy
the matched condition, and it makes backstepping control
philosophy applicable. Here, robust adaptive control is incor-
porated into backstepping control to design control input
(elevator deflection) and the states AOA and pitch rate are
taken as the virtual control inputs. The order of the altitude
subsystem is four; it will induce repeated differentiations of
virtual control inputs and may cause “explosion of terms”
problem.What is more, the time derivatives of virtual control
inputs are needed in the next step, but there are nonlinearity
and uncertainty in (35)–(37); it is difficult to obtain the time
derivatives. And it may cost large computational load even
if the time derivatives can be computed. To cope with this
situation, the time derivatives of virtual control inputs are
estimated by the novel first-order filter.

According to physical backgrounds, it is reasonable to
make the following assumption.

Assumption 3. For the uncertain terms Δ𝑓
𝛾
, Δ𝑓
𝛼
, Δ𝑓
𝑞
, there

exist constants 𝜆
𝛾
, 𝜆
𝛼
, 𝜆
𝑞
> 0 such that |Δ𝑓

𝛾
| ≤ 𝜆

𝛾
, |Δ𝑓
𝛼
| ≤

𝜆
𝛼
, |Δ𝑓
𝑞
| ≤ 𝜆
𝑞
.

From (35), the dynamic of tracking error of FPA is written
as

�̇�
𝛾
= 𝑓
𝛾
+ 𝑔
𝛾
𝛼 − ̇𝛾
𝑑
+ Δ𝑓
𝛾
. (40)

The virtual control input 𝛼
𝑑
is designed as

𝛼
𝑑
= 𝑔
−1

𝛾
(−𝑘
𝛾
𝑧
𝛾
− 𝑓
𝛾
+ ̇𝛾
𝑑
−

�̂�
𝛾
𝑐
𝛾
𝑧
𝛾


𝑧
𝛾


+ 𝜀
𝛾

− 𝑧
ℎ
𝑉) , (41)

with the adaptive law of 𝑟
𝛾

̇̂
𝜆
𝛾
=

𝑎
𝛾
𝑐
𝛾
𝑧
2

𝛾


𝑧
𝛾


+ 𝜀
𝛾

− 𝑎
𝛾
�̂�
𝛾
, (42)

where 𝑎
𝛾
, 𝑐
𝛾
, 𝜀
𝛾
> 0 are parameters to be designed.

Considering the estimation error and tracking error, the
Lyapunov function is constructed as

𝑌
𝛾
=

1

2
𝑧
2

𝛾
+

1

2𝑎
𝛾

�̃�
2

𝛾
+
1

2
𝑒
2

𝑓𝛾
, (43)

where �̃�
𝛾
is estimation error, �̃�

𝛾
= �̂�
𝛾
− 𝜆
𝛾
.
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The time derivative of (43) is

�̇�
𝛾
= 𝑧
𝛾
(𝑓
𝛾
+ 𝑔
𝛾
𝛼 − ̇𝛾
𝑑
+ Δ𝑓
𝛾
) +

1

𝑎
𝛾

�̃�
𝛾

̇̂
𝜆
𝛾
+ 𝑒
𝑓𝛾

̇𝑒
𝑓𝛾
. (44)

From (34), filter error, and [35], if 𝑙
𝛾
> | ̇𝛾
𝑑
|max, the term 𝑒

𝑓𝛾
̇𝑒
𝑓𝛾

yields

𝑒
𝑓𝛾

̇𝑒
𝑓𝛾

≤ −

𝑒
2

𝑓𝛾

𝜏
𝛾

− 𝑙
𝛾
tanh (𝜉

𝛾
𝑙
𝛾
(𝑒
𝑓𝛾
)) 𝑒
𝑓𝛾

+ ̇𝛾
𝑑


𝑒
𝑓𝛾



≤ −

𝑒
2

𝑓𝛾

𝜏
𝛾

+
𝑘

𝜉
𝛾

,

(45)

where 𝑘 is a constant that satisfies 𝑘 = 𝑒
−𝑘+1; that is, 𝑘 =

0.2758.
Based on (41), (42), (45), and−�̃�

𝛼
�̂�
𝛼
≤ −�̃�
2

𝛼
/2+𝜆
2

𝛼
/2, (44)

yields

�̇�
𝛾
= −𝑘
𝛾
𝑧
2

𝛾
+ 𝑧
𝛾
Δ𝑓
𝛾
+ 𝑧
𝛾
𝑔
𝛾
𝑧
𝛼
+

�̃�
𝛾
𝑐
𝛾
𝑧
2

𝛾


𝑧
𝛾


+ 𝜀
𝛾

−

�̂�
𝛾
𝑐
𝛾
𝑧
2

𝛾


𝑧
𝛾


+ 𝜀
𝛾

− �̃�
𝛾
�̂�
𝛾
− 𝑧
𝛾
𝑉𝑧
ℎ
−

𝑒
2

𝑓𝛾

𝜏
𝛾

+
𝑘

𝜆
𝛾

≤ −𝑘
𝛾
𝑧
2

𝛾
+ 𝑧
𝛾
𝜆
𝛾
−

𝜆
𝛾
𝑐
𝛾
𝑧
2

𝛾


𝑧
𝛾


+ 𝜀
𝛾

−

�̃�
2

𝛾

2
+

𝜆
2

𝛾

2
+ 𝑧
𝛾
𝑔
𝛾
𝑧
𝛼

− 𝑧
𝛾
𝑉𝑧
ℎ
−

𝑒
2

𝑓𝛾

𝜏
𝛾

+
𝑘

𝜉
𝛾

.

(46)

The derivative of 𝛼
𝑑
is estimated by the following first-

order filter:

�̇�
𝑑
= −

𝑒
𝑓𝛼

𝜏
𝛼

− 𝑙
𝛼
tanh (𝜉

𝛼
𝑙
𝛼
𝑒
𝑓𝛼
) , (47)

where 𝑒
𝑓𝛼

= 𝛼
𝑑
− 𝛼
𝑑
are the filter estimation errors, 𝜏

𝛼
is the

filter time constant, and 𝜉
𝛼
, 𝑙
𝛼
> 0 are constants.

Define the error signal of AOA as

𝑧
𝛼
= 𝛼 − 𝛼

𝑑
. (48)

From (36), the time derivative of 𝑧
𝛼
is

�̇�
𝛼
= 𝑓
𝛼
+ 𝑔
𝛼
𝑞 + Δ𝑓

𝛼
− �̇�
𝑑
, (49)

The virtual control input 𝑞
𝑑
is designed as

𝑞
𝑑
= 𝑔
−1

𝛼
(−𝑘
𝛼
𝑧
𝛼
− 𝑓
𝛼
+ �̇�
𝑑
−

�̂�
𝛼
𝑐
𝛼
𝑧
𝛼

𝑧𝛼
 + 𝜀
𝛼

− 𝑔
𝛾
𝑧
𝛾
) , (50)

with the adaptive law of �̂�
𝛼
,

̇̂
𝜆
𝛼
=

𝑎
𝛼
𝑐
𝛼
𝑧
2

𝛼

𝑧𝛼
 + 𝜀
𝛼

− 𝑎
𝛼
�̂�
𝛼
, (51)

where 𝑎
𝛼
, 𝑐
𝛼
, 𝜀
𝛼
> 0 are parameters to be designed.

Considering the estimation error and tracking error, the
Lyapunov function is constructed as

𝑌
𝛼
=

1

2
𝑧
2

𝛼
+

1

2𝑎
𝛼

�̃�
2

𝛼
+
1

2
𝑒
2

𝑓𝛼
, (52)

where �̂�
𝛼
is the estimation of 𝜆

𝛼
and �̃�

𝛼
= �̂�
𝛼
− 𝜆
𝛼
is the

estimation error.
From (50) and (51), the time derivative of (52) is

�̇�
𝛼
= 𝑧
𝛼
(𝑓
𝛼
+ 𝑔
𝛼
𝑞 + Δ𝑓

𝛼
− �̇�
𝑑
) +

1

𝑎
𝛼

�̃�
𝛼

̇̂
𝜆
𝛼
+ 𝑒
𝑓𝛼

̇𝑒
𝑓𝛼

= −𝑘
𝛼
𝑧
2

𝛼
+ 𝑧
𝛼
Δ𝑓
𝛼
− 𝑧
𝛼
𝑔
𝛾
𝑧
𝛾
+ 𝑧
𝛼
𝑔
𝛼
𝑧
𝑞
+

�̃�
𝛼
𝑐
𝛼
𝑧
2

𝛼

𝑧𝛼
 + 𝜀
𝛼

−
�̂�
𝛼
𝑐
𝛼
𝑧
2

𝛼

𝑧𝛼
 + 𝜀
𝛼

+ 𝑒
𝑓𝛼

̇𝑒
𝑓𝛼

≤ −𝑘
𝛼
𝑧
2

𝛼
+
𝑧𝛼

 𝜆𝛼 −
𝜆
𝛼
𝑐
𝛼
𝑧
2

𝛼

𝑧𝛼
 + 𝜀
𝛼

− �̃�
𝛼
�̂�
𝛼
− 𝑧
𝛼
𝑔
𝛾
𝑧
𝛾

+ 𝑧
𝛼
𝑔
𝛼
𝑧
𝑞
+ 𝑒
𝑓𝛼

̇𝑒
𝑓𝛼
;

(53)

from (47), filter error, and [35], if 𝑙
𝛼
> |�̇�
𝑑
|max, the term 𝑒

𝑓𝛼
̇𝑒
𝑓𝛼

yields

𝑒
𝑓𝛼

̇𝑒
𝑓𝛼

≤ −

𝑒
2

𝑓𝛼

𝜏
𝛼

+
𝑘

𝜉
𝛼

. (54)

Based on (54) and −�̃�
𝛼
�̂�
𝛼
≤ −�̃�
2

𝛼
/2 + 𝜆

2

𝛼
/2, (53) yields

�̇�
𝛼
≤ −𝑘
𝛼
𝑧
2

𝛼
+
𝑧𝛼

 𝜆𝛼 −
𝜆
𝛼
𝑐
𝛼
𝑧
2

𝛼

𝑧𝛼
 + 𝜀
𝛼

−
�̃�
2

𝛼

2
− 𝑧
𝛼
𝑔
𝛾
𝑧
𝛾

+ 𝑧
𝛼
𝑔
𝛼
𝑧
𝑞
−

𝑒
2

𝑓𝛼

𝜏
𝛼

+
𝑘

𝜉
𝛼

+
𝜆
2

𝛼

2
.

(55)

The derivative of 𝑞
𝑑
is estimated by the following first-

order filter:

�̇�
𝑑
= −

𝑒
𝑓𝑞

𝜏
𝑞

− 𝑙
𝑞
tanh (𝜉

𝑞
𝑙
𝑞
𝑒
𝑓𝑞
) , (56)

where 𝑒
𝑓𝑞

= 𝑞
𝑑
− 𝑞
𝑑
are the filter estimation errors, 𝜏

𝑞
is the

filter time constant, and 𝜉
𝑞
, 𝑙
𝑞
> 0 are constants.

The error signal of pitch rate is

𝑧
𝑞
= 𝑞 − 𝑞

𝑑
. (57)

On the basis of (37) and (39), the time derivative of (57) is

�̇�
𝑞
= 𝑓
𝑞
+ 𝑔
𝑞
𝛿
𝑒
+ 𝑔
𝑞
Δ𝛿
𝑒
+ Δ𝑓
𝑞
− �̇�
𝑑
. (58)

Inspired by the work in [34], an auxiliary system is used to
handle saturation of elevator deflection (13):
𝜎
𝛿𝑒

=

{{

{{

{

−𝑘
𝛿𝑒
𝜎
𝛿𝑒
−

(

𝑒
𝑞
𝑔
𝑞
Δ𝛿
𝑒


+ 0.5Δ𝛿

𝑒

2

)

𝜎
𝛿𝑒

− Δ𝛿
𝑒
,


𝜎
𝛿𝑒


≥ 𝜓
𝛿𝑒

0,

𝜎
𝛿𝑒


< 𝜓
𝛿𝑒
,

(59)

where 𝜓
𝛿𝑒
> 0.
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The elevator deflection is designed as

𝛿
𝑒
= 𝑔
−1

𝑞
(−𝑘
𝑞
(𝑧
𝑞
− 𝜎
𝛿𝑒
) + �̇�
𝑑
− 𝑓
𝑞
−

�̂�
𝑞
𝑐
𝑞
𝑧
𝑞


𝑧
𝑞


+ 𝜀
𝑞

− 𝑔
𝛼
𝑧
𝛼
) .

(60)

The adaptive law for �̂�
𝑞
is

̇̂
𝜆
𝑞
=

𝑎
𝑞
𝑐
𝑞
𝑧
2

𝑞


𝑧
𝑞


+ 𝜀
𝑞

− 𝑎
𝑞
�̂�
𝑞
, (61)

where 𝑘
𝑞
, 𝑘
𝛼
, 𝑎
𝑞
, 𝜀
𝑞
> 0, 𝑐
𝑞
> 1.

Remark 4. In the traditional sliding mode control, the sign
function may cause chattering problem, and it may induce
that the virtual control input in the backstepping control
cannot be tracked accurately by the next subsystem. What is
worse, for the hypersonic vehicle system, the chattering may
lead to the disintegration of the vehicle rudder. To eliminate
the chattering problem, the continuous robust term with
norm-type switched function �̂�

𝑙
𝑐
𝑙
𝑧
𝑙
/(|𝑧
𝑙
| + 𝜀
𝑙
) (𝑙 = 𝑉, 𝛾, 𝛼, 𝑞)

is used during control input design.

Considering the estimation error and tracking error, the
Lyapunov function is constructed as

𝑌
𝑞
=

1

2
𝑧
2

𝑞
+

1

2𝑎
𝑞

�̃�
2

𝑞
+
1

2
𝑒
2

𝑓𝑞
+
1

2
𝜎
2

𝛿𝑒

, (62)

where �̂�
𝑞
is the estimation of 𝜆

𝑞
and �̃�

𝑞
= �̂�
𝑞
− 𝜆
𝑞
is the

estimation error.
Using the derivative of 𝑌

𝑞
respective to time,

�̇�
𝑞
= 𝑧
𝑞
(𝑓
𝑞
+ 𝑔
𝑞
𝛿
𝑒
− �̇�
𝑑
+ Δ𝑓
𝑞
) +

1

𝑎
𝑞

�̃�
𝑞

̇̂
𝜆
𝑞
+ 𝑒
𝑓𝑞

̇𝑒
𝑓𝑞

+ 𝜎
𝛿𝑒
�̇�
𝛿𝑒
.

(63)

If 𝑙
𝑞
> | ̇𝑞
𝑑
|max, the term satisfies

𝑒
𝑓𝑞

̇𝑒
𝑓𝑞

≤ −

𝑒
2

𝑓𝑞

𝜏
𝑞

+
𝑘

𝜉
𝑞

. (64)

From (59)–(61), the inequality (63) satisfies

�̇�
𝑞
≤ −𝑘
𝑞
𝑧
2

𝑞
− 𝑘
2

𝛼
𝑧
𝛼
𝑧
𝑞
+ 𝑘
𝛼
𝑧
2

𝑞
+ 𝑘
𝑞
𝜎
𝛿𝑒
𝑧
𝑞
+ 𝑧
𝑞
𝑔
𝑞
Δ𝛿
𝑒

−

�̂�
𝑞
𝑐
𝑞
𝑧
2

𝑞


𝑧
𝑞


+ 𝜀
𝑞

+ 𝑧
𝑞
Δ𝑓
𝑞
+

�̃�
𝑞
𝑐
𝑞
𝑧
2

𝑞


𝑧
𝑞


+ 𝜀
𝑞

− �̃�
𝑞
�̂�
𝑞

− 𝑧
𝑞
𝑔
𝛼
𝑧
𝛼
− 𝑘
𝜎𝛿𝑒

𝜎
2

𝛿𝑒

− (

𝑧
𝑞
𝑔
𝑞
Δ𝛿
𝑒


+
Δ𝛿
𝑒

2

2
)

− 𝜎
𝛿𝑒
Δ𝛿
𝑒
−

𝑒
2

𝑓𝑞

𝜏
𝑞

+
𝑘

𝜉
𝑞

.

(65)

Since
𝑧
𝑞
𝑔
𝑞
Δ𝛿
𝑒
−

𝑧
𝑞
𝑔
𝑞
Δ𝛿
𝑒


≤ 0,

𝑧
𝑞
Δ𝑓 ≤


𝑧
𝑞


𝜆
𝑞
,

𝑘
𝑞
𝜎
𝛿𝑒
𝑧
𝑞
− 𝜎
𝛿𝑒
𝑔
𝑞
Δ𝛿
𝑒
≤

1

2
𝑘
𝑞
𝑧
2

𝑞
+

𝑘
𝑞
+ 1

2
𝜎
2

𝛿𝑒

+
1

2
Δ𝛿
𝑒

2

,

−�̃�
𝑞
�̂�
𝑞
≤ −

�̃�
2

𝑞

2
+

𝜆
2

𝑞

2
,

(66)

the following inequality holds:

�̇�
𝑞
≤ −(

𝑘
𝑞

2
− 𝑘
𝛼
)𝑧
2

𝑞
− 𝑧
𝑞
𝑔
𝛼
𝑧
𝛼

− (𝑘
𝜎𝛿𝑒

−

𝑘
𝑞
+ 1

2
)𝜎
2

𝛿𝑒

+

𝑧
𝑞


𝜆
𝑞
−

𝜆
𝑞
𝑐
𝑞
𝑧
2

𝑞


𝑧
𝑞


+ 𝜀
𝑞

−

�̃�
2

𝑞

2
−

𝑒
2

𝑓𝑞

𝜏
𝑞

+
𝑘

𝜉
𝑞

+

𝜆
2

𝑞

2
.

(67)

Remark 5. This paper contains the following different aspects
comparedwith existing results [26, 27, 30] that investigate the
controller design of FAHV. (a) The robustness of the scheme
developed herein is shown through aerodynamic uncertainty,
whereas the robustness of the designed scheme in [26] is
evaluated through different fuel levels. Although in [30]
input constraint is handled by the additional system, we do
not need to construct dynamic robust term when designing
controller and additional system in this paper. It simplifies the
controller design and stability analysis. Moreover, the novel
first-order filter that is different from the filter used in [30] is
developed to handle “explosion of terms” problem. (b) The
difference of this paper compared with [27] is as follows.
On the one hand, the two subsystems do not needed to be
transformed into linear parameterized form. On the other
hand, input constraint is handled by constructing additional
system in this paper, whereas the application of compensation
technique in [27] coped with input constraint.

The Lyapunov function for the altitude subsystem is
constructed as

𝑌 = 𝑌
ℎ
+ 𝑌
𝛾
+ 𝑌
𝛼
+ 𝑌
𝑞
. (68)

Using the derivative of it respective to time, then

�̇� = �̇�
ℎ
+ �̇�
𝛾
+ �̇�
𝛼
+ �̇�
𝑞
. (69)

From (27), (33), (46), (55), and (67), the following inequality
holds:

�̇� ≤ −𝑘
ℎ
𝑧
2

ℎ
− 𝑘
𝛾
𝑧
2

𝛾
− 𝑘
𝛼
𝑧
2

𝛼
− (

𝑘
𝑞

2
− 𝑘
𝛼
)𝑧
2

𝑞

− (𝑘
𝜎𝛿𝑒

−

𝑘
𝑞
+ 1

2
)𝜎
2

𝛿𝑒

−

𝑒
2

𝑓𝛾

𝜏
𝛾

−

𝑒
2

𝑓𝛼

𝜏
𝛼

−

𝑒
2

𝑓𝑞

𝜏
𝑞

+
𝑘

𝜉
𝛾

+
𝑘

𝜉
𝛼

+
𝑘

𝜉
𝑞

+ 𝑧
ℎ
𝑉𝑧
𝛾
− 𝑧
𝛾
𝑉𝑧
ℎ
+ 𝑧
𝛾
𝑔
𝛾
𝑧
𝛼
− 𝑧
𝛼
𝑔
𝛾
𝑧
𝛾
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+ 𝑧
𝛼
𝑔
𝛼
𝑧
𝑞
− 𝑧
𝑞
𝑔
𝛼
𝑧
𝛼
+

𝑧
𝛾


𝜆
𝛾
−

𝜆
𝛾
𝑐
𝛾
𝑧
2

𝛾


𝑧
𝛾


+ 𝜀
𝛾

+
𝑧𝛼

 𝜆𝛼 −
𝜆
𝛼
𝑐
𝛼
𝑧
2

𝛼

𝑧𝛼
 + 𝜀
𝛼

+

𝑧
𝑞


𝜆
𝑞
−

𝜆
𝑞
𝑐
𝑞
𝑧
2

𝑞


𝑧
𝑞


+ 𝜀
𝑞

−

�̃�
2

𝛾

2

−
�̃�
2

𝛼

2
−

�̃�
2

𝑞

2
+

𝜆
2

𝛾

2
+
𝜆
2

𝛼

2
+

𝜆
2

𝑞

2
.

(70)
As long as |𝑧

𝛾
| ≥ 𝜀
𝛾
/(𝑐
𝛾
−1), |𝑧

𝛼
| ≥ 𝜀
𝛼
/(𝑐
𝛼
−1), |𝑧

𝑞
| ≥ 𝜀
𝑞
/(𝑐
𝑞
−1),

𝑐
𝛾
> 1, 𝑐
𝛼
> 1, 𝑐
𝑞
> 1, the above inequality yields

�̇� ≤ −𝑘
ℎ
𝑧
2

ℎ
− 𝑘
𝛾
𝑧
2

𝛾
− 𝑘
𝛼
𝑧
2

𝛼
− (

𝑘
𝑞

2
− 𝑘
𝛼
)𝑧
2

𝑞

− (𝑘
𝜎𝛿𝑒

−

𝑘
𝑞
+ 1

2
)𝜎
2

𝛿𝑒

−

�̃�
2

𝛾

2
−
�̃�
2

𝛼

2
−

�̃�
2

𝑞

2
−

𝑒
2

𝑓𝛾

𝜏
𝛾

−

𝑒
2

𝑓𝛼

𝜏
𝛼

−

𝑒
2

𝑓𝑞

𝜏
𝑞

+
𝑘

𝜉
𝛾

+
𝑘

𝜉
𝛼

+
𝑘

𝜉
𝑞

+

𝜆
2

𝛾

2
+
𝜆
2

𝛼

2
+

𝜆
2

𝑞

2

≤ −2𝜀𝑌 + 𝑐.

(71)

Here 𝜀 = min{𝑘
ℎ
, 𝑘
𝛾
, 𝑘
𝛼
, 𝑘
𝑞
/2 − 𝑘

𝛼
, 1/2, 1/𝜏

𝛾
, 1/𝜏
𝛼
, 1/𝜏
𝑞
, 𝑘
𝜎𝛿𝑒

−

(𝑘
𝑞
+ 1)/2} and 𝑐 = 𝑘/𝜉

𝛾
+ 𝑘/𝜉
𝛼
+ 𝑘/𝜉
𝑞
+ 𝜆
2

𝛾
/2 + 𝜆

2

𝛼
/2 + 𝜆

2

𝑞
/2.

The convergence domain of z
ℎ
can be expressed as the

following compact set:

𝑅
ℎ
= {𝑧
ℎ
|
𝑧ℎ

 ≤
√𝑐/𝜀} . (72)

So far, the stability of the subsystem is proven.

4. Simulations

Simulations are carried out to illustrate the effectiveness of
the robust adaptive backstepping control scheme proposed in
the previous section.The equations ofmotion (1)–(6) are used
for simulations. The vehicle model parameters and the initial
flight condition of the vehicle dynamics are referred to in [36].
The fuel level is assumed to be 50%. Input constraints that
are used to test the capability of the developed controller to
handle the input constraints are set as 𝜙min = 0.1, 𝜙max = 1.2,
𝛿
𝑒min = −0.2618, and 𝛿

𝑒max = −𝛿
𝑒min. Parameters adopted for

the control inputs, adaptive laws, and auxiliary systems are
given as follows: 𝑘

𝑉
= 𝑘
𝛾
= 𝑘
𝛼
= 2, 𝑘

ℎ
= 0.0001, 𝑘

𝑞
= 5,

𝑘
𝜙
, 𝑘
𝛿𝑒

= 1.2, 𝜀
𝑉

= 0.5, 𝑐
𝑉
, 𝑐
𝛾
, 𝑐
𝛼
, 𝑐
𝑞
= 1.01, 𝜓

𝜙
, 𝜓
𝛿𝑒

= 0.001,
𝜉
𝛾
, 𝜉
𝛼
, 𝜉
𝑞
= 0.5, 𝑙

𝛾
, 𝑙
𝛼
, 𝑙
𝑞
= 0.1. 𝜀

𝛾
= 0.0001, 𝜀

𝛼
= 𝜀
𝑞
= 0.001,

𝑎
𝑉
= 0.05, 𝑎

𝛾
, 𝑎
𝛼
, 𝑎
𝑞
= 0.1, 𝜏

𝛾
= 𝜏
𝛼
= 𝜏
𝑞
= 0.05.

As shown in adaptive laws (21), �̂�
𝑉
is monotone increas-

ing. Its overincrease may cause the control input to largely
increase. So the adaptive law is revised to suppress the
overincreasing of �̂�

𝑉
:

̇̂
𝜆
𝑉
=

{{{

{{{

{

𝑎
𝑉
𝑐
𝑉

𝑧𝑉


2

𝑧𝑉
 + 𝜀
𝑉

,
𝑧𝑉

 >
𝜀
𝑉

𝑐
𝑉
− 1

0,
𝑧𝑉

 ≤
𝜀
𝑉

𝑐
𝑉
− 1

.

(73)

It is noted that after the error signal 𝑧
𝑉
entering the stability

region, the estimation change rate �̂�
𝑉
remains at zero, which

means that �̂�
𝑉
will not change; then the control input will not

be too large.
To test the performance of the designed strategy, the

maneuver simulation is carried out, where themaneuver uses
separate reference commands of altitude and velocity. The
reference command of velocity is chosen as 2500 ft/s. The
reference command of altitude is represented as ℎref = ℎ

0
+

Δℎ. Here Δℎ = 5000𝑘
1
and 𝑘
1
is generated as follows:

𝑘
1
=

{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{

{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{{

{

0, 𝑡 ∈ [0 100)

1

40000 (𝑡 − 100)
2
, 𝑡 ∈ [100 150)

1

400 (𝑡 − 150)
+

1

16
, 𝑡 ∈ [150 500)

1 −
1

40000 (𝑡 − 550)
2
, 𝑡 ∈ [500 550)

1, 𝑡 ∈ [550 650)

1 −
1

40000 (𝑡 − 650)
2
, 𝑡 ∈ [650 700)

1

400 (1050 − 𝑡)
+

1

16
, 𝑡 ∈ [700 1050)

1

40000 (𝑡 − 1100)
2
, 𝑡 ∈ [1050 1100)

0, 𝑡 ∈ [1100 1200) .

(74)

As demonstrated in (74), the maneuver begins at 100 s.
The vehicle climbs about 5000 ft between 100 s to 550 s and
descents about 5000 ft between 650 s and 1100 s. Finally, the
altitude remains constant ℎ

0
= 85000 f t after 1100 s. In

addition, reference commands are generated from a second-
order prefilter with a natural frequency 𝜔

𝑓
= 0.03 rad/s and

a damping ratio 𝜉
𝑓
= 0.95. Two uncertain cases are included:

case 1: 10% of uncertainty of the aerodynamic parameters is
taken into consideration; case 2: 20% of uncertainty of the
aerodynamic parameters is taken into account.

The simulation results are shown in Figures 1–5. Besides,
some local time responses are given in the corresponding
figures to clearly demonstrate the dynamic process. Altitude
and velocity achieve their stable tracking of their respective
reference commands as given in Figure 1. It is noted that
the FPA reference commands are approximately the same in
case 1 and case 2 from Figure 1(c). As shown in Figure 2,
the control inputs remain within their constraints. Other
states are shown in Figures 3 and 4. In two cases, the
pitch rate converges to 0 rad/s, and three flexible states
are bounded between the values −0.1 and 0.8 during the
whole maneuver. Compared simulation result between the
proposed first-order filter of this paper and the traditional
first-order filter in DSCmethod is given in Figure 5. It is clear
that the estimation errors of the proposed filters in this paper
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Figure 1: Time response to altitude, velocity, and FPA: (a) altitude, (b) velocity, and (c) FPA.
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Figure 2: Time response to control inputs: (a) fuel equivalence ratio and (b) elevator deflection.

are all smaller than that of the traditional first-order filters in
DSC method.

On the basis of simulation result, the following conclusion
can be concluded. (1)The steady state values of AOA, elevator
deflection, and three flexible states in case 1 are larger than
those of case 2. The flexible states are bounded, and the pitch
rate converges to zero. (2) The fuel equivalence ratio and
elevator deflection are kept in their constraints.The designed
controller achieves the satisfactory tracking performance
despite the presence of aerodynamic uncertainty and input
constraints.

5. Conclusions

The robust adaptive backstepping control is developed for
a nonlinear longitudinal model of FAHV, where input
constraints and aerodynamic uncertainties are taken into
consideration. The nonlinear COM is decomposed into
two subsystems to reduce the complexity of the controller
design, and then the control inputs are designed for those
two subsystems. The influence of the input constraints is
analyzed via auxiliary system, whose state is utilized at the
level of controller design and stability analysis. Moreover, to
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Figure 3: Time response of AOA and pitch rate: (a) AOA and (b) pitch rate.

eliminate the “explosion of terms” problem, the novel first-
order filters are constructed. Simulation results assure that the
proposed control strategy can guarantee the stable tracking
of the respective reference trajectories of the velocity and the
altitude despite input constraints and uncertainty.

Conflict of Interests

The authors declare that there is no conflict of interests
regarding the publication of this paper.

Acknowledgments

The authors would like to greatly appreciate editor and all
anonymous reviewers for their comments, which help to
improve the quality of this paper. This work was supported
in part by The National Natural Science Foundation of
China (61503323, 61203012, and 51102205), China Postdoc-
toral Science Foundation (2015M571282), The First Batch of
Young Talent Support Plan in Hebei Province, The Youth
Foundation of Hebei Educational Committee (QN20131092),
Qinhuangdao science and technology project (201502A178),



Mathematical Problems in Engineering 13

0 1 2 3 4 5

100 102 150 152

500 502

0

0.1

550 552

650 652700 702

1050 1052

1100 1102

Case 1
Case 2

−0.4

−0.2

0

0.2

0.4

0.6

200 400 600 800 1000 12000
Time (s)

0

0.2

0.4

0.6

0.8

0

0.1

0

0.1

0

0.1

0

0.1

0.2

0

0.1

0

0.1

0

0.1

−0.1 −0.1 −0.1

−0.1−0.1−0.1

−0.1

𝜂
1

(a) Flexible state 𝜂
1

0 200 400 600 800 1000 1200
Time (s)

0 1 2 3

149 150 151 152

499 500 501 502

549 550 551 552

649 650 651 652 699 700 701 702 1099 1100 1101 1102

99 100 101 102

1049 1050 1051 1052

Case 1
Case 2

−0.1

−0.12

−0.14

−0.1

−0.12

−0.14

−0.1

−0.12

−0.14

−0.1

−0.12

−0.14

−0.1

−0.12

−0.14

−0.1

−0.12

−0.14

−0.1

−0.12

−0.14

−0.04

−0.06

−0.08

−0.1

−0.12

−0.14

−0.04

−0.06

−0.08

−0.1

−0.12

−0.14−0.16

𝜂
2

−0.14

−0.12

−0.1

(b) Flexible state 𝜂
2

0 200 400 600 800 1000 1200
Time (s)

0 0.5 1 1 2 3

100 102 150 152 650 652

500 502 550 552

700 702 1050 1052

1100 1102

Case 1
Case 2

−0.03

−0.04

−0.04

−0.05

−0.03

−0.038

−0.036

−0.034

−0.032−0.02

−0.04

−0.05

−0.06

−0.07

−0.08

−0.09

−0.1

𝜂
3

−0.055

−0.06

−0.055

−0.06

−0.065

−0.055

−0.06

−0.065

−0.055

−0.06

−0.065

−0.055

−0.06

−0.065

−0.055

−0.06

−0.065

−0.055

−0.06

−0.065

−0.055

−0.06

−0.065

(c) Flexible state 𝜂
3

Figure 4: Time response of flexible states: (a) flexible state 𝜂
1
, (b) flexible state 𝜂

2
, and (c) flexible state 𝜂

3
.



14 Mathematical Problems in Engineering

Traditional filter
Novel filter 

200 400 600 800 1000 12000
Time (s)

×10−5

−1.5

−1

−0.5

0

0.5

1

1.5

e f
𝛾

(r
ad

)

(a) Filter estimation error 𝑒
𝑓𝛾

Traditional filter
Novel filter

200 400 600 800 1000 12000
Time (s)

×10−5

−1.5

−1

−0.5

0

0.5

1

1.5

e f
𝛼

(r
ad

)

(b) Filter estimation error 𝑒
𝑓𝛼

0 1 2 3 4 5

0
0.02
0.04

200 400 600 800 1000 12000
Time (s)

−0.04

−0.03

−0.02

−0.01

0

e f
q

(r
ad

/s
) 0.01

0.02

0.03

0.04

−0.04

−0.02

Traditional filter
Novel filter 

(c) Filter estimation error 𝑒
𝑓𝑞

Figure 5: Time responses of traditional first-order filter and novel first-order filter proposed in this paper: (a) filter estimation error 𝑒
𝑓𝛾
, (b)

filter estimation error 𝑒
𝑓𝛼
, and (c) filter estimation error 𝑒

𝑓𝑞
.



Mathematical Problems in Engineering 15

The Young Teachers Independent Research Program of
Yanshan University (14LGB027), and The PhD Programs
Foundation of Yanshan University (B928).

References

[1] K. P. Groves, A. Serrani, S. Yurkovich et al., “Anti-windup
control for an air-breathing hypersonic vehicle model,” in
Proceedings of the AIAA Guidance, Navigation, and Control
Conference and Exhibit, Paper No. AIAA 2006-6557, American
Institute of Aeronautics andAstronautics, Keystone, Colo, USA,
August 2006.

[2] M. Bolender and D. Doman, “A non-linear model for the
longitudinal dynamics of a hypersonic air-breathing vehicle,”
in Proceedings of the AIAA Guidance, Navigation and Control
Conference and Exhibit, Paper no. AIAA-2006-6557, American
Institute of Aeronautics and Astronautics (AIAA), San Fran-
cisco, Calif, USA, August 2005.

[3] T. A. Adami and J. J. Zhu, “Control of a flexible, hypersonic
scramjet vehicle using a differential algebraic approach,” in
Proceedings of the AIAA Guidance, Navigation and Control
Conference and Exhibit, paper no. AIAA-2008-7464, American
Institute of Aeronautics and Astronautics, Reston, Honolulu,
Hawaii, USA, August 2008.

[4] J. T. Parker, A. Serrani, S. Yurkovich, M. A. Bolender, and
D. B. Doman, “Approximate feedback linearization of an air-
breathing hypersonic vehicle,” in Proceedings of the of AIAA
Guidance, Navigation, and Control Conference and Exhibit,
Paper no. AIAA-2006-6556, pp. 1–16, American Institute of
Aeronautics and Astronautics (AIAA), Keystone, Colo, USA,
August 2006.

[5] J. M. Levin, P. Ioannou, and M. Mirmirani, “Adaptive mode
suppression scheme for an aeroelastic airbreathing hypersonic
cruise vehicle,” in Proceedings of AIAA Guidance, Navigation,
and Control Conference and Exhibit, Honolulu, Hawaii, 18–21
August 2008, Paper no. AIAA-2008-7464, American Institute of
Aeronautics and Astronautics (AIAA), Reston, Va, USA, 2008.

[6] X. X. Hu, L. G. Wu, C. H. Hu, and H. Gao, “Adaptive sliding
mode tracking control for a flexible air-breathing hypersonic
vehicle,” Journal of the Franklin Institute, vol. 349, no. 2, pp. 559–
577, 2012.

[7] H. F. Sun, Z. L. Yang, and J. P. Zeng, “New tracking-control strat-
egy for airbreathing hypersonic vehicles,” Journal of Guidance,
Control, and Dynamics, vol. 36, no. 3, pp. 846–859, 2013.

[8] O. Rehman, B. Fidan, and I. R. Petersen, “Uncertaintymodeling
and robust minimax LQR control of hypersonic flight vehicles,”
in Proceedings of the AIAA Guidance, Navigation, and Control
Conference, Paper no. AIAA 2010-8285, American Institute
of Aeronautics and Astronautics (AIAA), Toronto, Canada,
August 2010.

[9] X. X. Hu, H. J. Gao, H. R. Karimi, L. Wu, and C. Hu, “Fuzzy
reliable tracking control for flexible air-breathing hypersonic
vehicles,” International Journal of Fuzzy Systems, vol. 13, no. 4,
pp. 323–334, 2011.

[10] X. X. Hu, L. G. Wu, C. H. Hu, and H. Gao, “Adaptive
fuzzy integral sliding mode control for flexible air-breathing
hypersonic vehicles subject to input nonlinearity,” Journal of
Aerospace Engineering, vol. 26, no. 4, pp. 721–734, 2013.

[11] Q. Zong, F. Wang, R. Su, and S. K. Shao, “Robust adaptive
backstepping tracking control for a flexible air-breathing hyper-
sonic vehicle subject to input constraint,” Proceedings of the

Institution of Mechanical Engineers Part G: Journal of Aerospace
Engineering, vol. 229, no. 1, pp. 10–25, 2015.

[12] Y. Lei, C. Y. Cao, E. Cliff, N. Hovakimyan, A. Kurdila, and
K. Wise, “𝐿

1
adaptive controller for air-breathing hypersonic

vehicle with flexible body dynamics,” in Proceedings of the
American Control Conference (ACC ’09), pp. 3166–3171, IEEE,
St. Louis, Mo, USA, June 2009.

[13] L. Fiorentini, A. Serrani, M. A. Bolender, and D. B. Doman,
“Nonlinear robust adaptive control of flexible air-breathing
hypersonic vehicles,” Journal of Guidance, Control, and Dynam-
ics, vol. 32, no. 2, pp. 402–417, 2009.

[14] Q. Zong, F. Wang, B. L. Tian, and J. Wang, “Robust adaptive
approximate backstepping control design for a flexible air-
breathing hypersonic vehicle,” Journal of Aerospace Engineering,
vol. 28, no. 4, Article ID 04014107, 2015.

[15] W. C. Sun, H. J. Gao, and O. Kaynak, “Adaptive backstepping
control for active suspension systems with hard constraints,”
IEEE/ASME Transactions on Mechatronics, vol. 18, no. 3, pp.
1072–1079, 2013.

[16] W. Sun, Z. L. Zhao, and H. J. Gao, “Saturated adaptive robust
control for active suspension systems,” IEEE Transactions on
Industrial Electronics, vol. 60, no. 9, pp. 3889–3896, 2013.

[17] W. C. Sun, Y. Zhao, J. Li, L. Zhang, and H. Gao, “Active suspen-
sion control with frequency band constraints and actuator input
delay,” IEEE Transactions on Industrial Electronics, vol. 59, no. 1,
pp. 530–537, 2012.

[18] A. Zinnecker, A. Serrani, M. A. Bolender, and D. B. Doman,
“Combined reference governor and anti-windup design for
constrained hypersonic vehicles models,” in Proceedings of
the AIAA Guidance, Navigation, and Control Conference and
Exhibit, paper no. AIAA-2009-6283, American Institute of
Aeronautics and Astronautics, Reston, Chicago, Ill, USA,
August 2009.

[19] S. S. Vaddi and P. Sengupta, “Controller design for hyper-
sonic vehicles accommodating nonlinear state and control
constraints,” in Proceedings of the AIAA Guidance, Navigation
and Control Conference, Paper no. AIAA-2009-6286, American
Institute of Aeronautics and Astronautics (AIAA), Chicago, Ill,
USA, August 2009.

[20] Y. Gao, “Linear feedback guidance for low-thrust many-
revolution earth-orbit transfers,” Journal of Spacecraft and
Rockets, vol. 46, no. 6, pp. 1320–1325, 2009.

[21] G. Gao and J. Z. Wang, “Reference command tracking control
for an air-breathing hypersonic vehicle with parametric uncer-
tainties,” Journal of the Franklin Institute, vol. 350, no. 5, pp.
1155–1188, 2013.

[22] Y.-B. Liu, D.-B. Xiao, and Y.-P. Lu, “Research on advanced
fight control methods based on actuator constraints for elastic
model of hypersonic vehicle,” Proceedings of the Institution of
Mechanical Engineers Part G: Journal of Aerospace Engineering,
2013.

[23] H. B. Sun, S. H. Li, and C. Y. Sun, “Adaptive fault-tolerant
controller design for airbreathing hypersonic vehicle with input
saturation,” Journal of Systems Engineering and Electronics, vol.
24, no. 3, pp. 488–499, 2013.

[24] F. Wang, C. C. Hua, and Q. Zong, “Attitude control of reusable
launch vehicle in reentry phase with input constraint via
robust adaptive backstepping control,” International Journal of
Adaptive Control and Signal Processing, vol. 29, no. 10, pp. 1308–
1327, 2015.

[25] W. A. Butt, L. Yan, and A. S. Kendrick, “Adaptive dynamic
surface control of a hypersonic flight vehicle with magnitude,



16 Mathematical Problems in Engineering

rate and bandwidth constraints,” in Proceedings of the 18th IFAC
World Congress, pp. 5341–5346, Milano, Italy, September 2011.

[26] W. A. Butt, L. Yan, and S. K. Amezquita, “Adaptive integral
dynamic surface control of a hypersonic flight vehicle,” Interna-
tional Journal of Systems Science, vol. 46, no. 10, pp. 1717–1728,
2015.

[27] B. Xu, X. Y. Huang, D. W. Wang, and F. Sun, “Dynamic surface
control of constrained hypersonic flight models with parameter
estimation and actuator compensation,” Asian Journal of Con-
trol, vol. 16, no. 1, pp. 162–174, 2014.

[28] A. B. Waseem, Y. Lin, and S. K. Amezquita, “Adaptive dynamic
surface control of a hypersonic flight vehicle with improved
tracking,” Asian Journal of Control, vol. 15, no. 2, pp. 594–605,
2013.

[29] Y.-L. Zhou and M. Chen, “Sliding mode control for NSVs
with input constraint using neural network and disturbance
observer,” Mathematical Problems in Engineering, vol. 2013,
Article ID 904830, 12 pages, 2013.

[30] Q. Zong, F. Wang, B. Tian, and R. Su, “Robust adaptive
dynamic surface control design for a flexible air-breathing
hypersonic vehicle with input constraints and uncertainty,”
Nonlinear Dynamics, vol. 78, no. 1, pp. 289–315, 2014.

[31] T. Williams, M. A. Bolender, D. B. Doman, and O. Morataya,
“An aerothermal flexible mode analysis of a hypersonic vehi-
cle,” in Proceedings of the AIAA Atmospheric Flight Mechanics
Conference and Exhibit, Paper no. AIAA-2009-6286, American
Institute of Aeronautics and Astronautics (AIAA), Chicago, Ill,
USA, August 2009.

[32] M. A. Bolender, “An overview on dynamics and controls mod-
elling of hypersonic vehicles,” in Proceedings of the American
Control Conference (ACC ’09), pp. 2507–2512, IEEE, St. Louis,
Mo, USA, June 2009.

[33] M. A. Bolender and D. B. Doman, “Flight path angle dynamics
of an air-breathing hypersonic vehicle,” in Proceedings of the
AIAA Guidance, Navigation, Control Conference and Exhibit,
AIAA-2006-6692, Keystone, Colo, USA, 2006.

[34] M. Chen, S. S. Ge, and B. Ren, “Adaptive tracking control of
uncertain MIMO nonlinear systems with input constraints,”
Automatica, vol. 47, no. 3, pp. 452–465, 2011.

[35] M. M. Polycarpou and P. A. Ioannou, “A robust adaptive
nonlinear control design,” Automatica, vol. 32, no. 3, pp. 423–
427, 1996.

[36] D. O. Sigthorsson and A. Serrani, “Development of linear
parameter-varying models of hypersonic air-breathing vehi-
cles,” in Proceedings of the AIAA Guidance, Navigation, and
Control Conference, Paper no. AIAA 2009-6282, Chicago, Ill,
USA, August 2009.



Submit your manuscripts at
http://www.hindawi.com

Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

Mathematics
Journal of

Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

Mathematical Problems 
in Engineering

Hindawi Publishing Corporation
http://www.hindawi.com

Differential Equations
International Journal of

Volume 2014

Applied Mathematics
Journal of

Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

Probability and Statistics
Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

Journal of

Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

Mathematical Physics
Advances in

Complex Analysis
Journal of

Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

Optimization
Journal of

Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

Combinatorics
Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

International Journal of

Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

Operations Research
Advances in

Journal of

Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

Function Spaces

Abstract and 
Applied Analysis
Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

International 
Journal of 
Mathematics and 
Mathematical 
Sciences

Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

The Scientific 
World Journal
Hindawi Publishing Corporation 
http://www.hindawi.com Volume 2014

Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

Algebra

Discrete Dynamics in 
Nature and Society

Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

Decision Sciences
Advances in

Discrete Mathematics
Journal of

Hindawi Publishing Corporation
http://www.hindawi.com

Volume 2014 Hindawi Publishing Corporation
http://www.hindawi.com Volume 2014

Stochastic Analysis
International Journal of


