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ABSTRACT

Active and passive Aeroelastic Control of Long-Span Suspension
Bridges

A Thesis Submitted for the degree of Doctor of Philosophy

Konstantinos Nikolaos Bakis
New College, Oxford, Hilary term 2016

Long-span bridges constitute landmark projects, whose iconic impact blends together
aesthetic creativity and structural competence. The simplicity of their form is contrasted
by the magnitude of their scale, and the span length, in particular, relates to the structure’s
technical efficiency as well as to its visual impression. Simple extrapolation of rather
conventional concepts, however, does not usually lead to great progress in technological
development and this might prove to be the case for the aeroelastic performance of such
structures as the trend to increase their slenderness continues.

The aim of this work is to establish a framework for implementing control devices,
primarily in the form of aerodynamic appendices, for suppressing aeroelastic instabilities
and mitigating wind induced vibrations in long-span bridges. First, a simplified, sectional
structural bridge model is created, and its interaction with a constant velocity airstream
is analysed using thin-aerofoil theory. Two different passive control strategies are then
considered, separately and in combination. The first makes use of trailing and leading-edge
flaps adjacent to the bridge deck. The rotating motion of the flaps is triggered by the deck’s
movement through a combination of connecting springs, dampers and the newly introduced
inerter device. The second approach combines the aerodynamic stabilizing effect of the
flaps with a driving force provided by a suspended mass, placed inside the box girder. For
both strategies, special attention is given to ensuring that the proposed passive control
system attains optimum robustness margins, that is, maximum tolerance to the uncertainties
which accompany any physical system.

The analysis is then generalized by extending it to a discretized bridge aeroelastic model,
which considers full multimodal interaction. The structural component of the modelling
makes use of a reduced-size finite element formulation, in which the contribution of both
the girder and the main cables is combined into single structural elements, thus reducing
computation effort. The introduction of aerodynamic forces follows both thin-aerofoil
theory and the flutter derivatives approach and the fluid-structure interaction is cast in a
state space form in the Laplace domain. This framework is particularly convenient for
control analysis and design. Two control approaches are considered: an active approach,
which demands an external power source and digital control system, and a purely passive
mechanical network approach, building on the earlier sectional investigation. The passive
control configuration proposed has the advantages of: simultaneously increasing flutter
and torsional divergence limits, being easily implementable while avoiding the use of
external linkages and finally dispensing the need to be anchored to a ground reference
point. Implementation of the proposed feedback mechanism to the bridge aeroelastic model
proves its effectiveness during the early construction stages of a suspension bridge as well
as in its completed stage.
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Chapter 1

Introduction

1.1 Modern trends in long-span bridges

Cable supported bridges have been present since the dawn of our technological civilization.
Their aesthetic appeal originates from the expression of the structure’s static function. It is
often the case that the structural shape offers a visualization of the flow of internal forces
as well as harmonically integrating the bridge within its social and physical environment.
Simplicity of form, structural efficiency and economy are the three pillars which determine
the structure’s social value and to this end development in structural materials and con-
struction technology, over the past decades, has contributed greatly. It is this increase in
flexibility and slenderness ratio however, that demands the need for a thorough dynamic

aeroelastic analysis during the design stage. The past three decades have seen a rapid
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Figure 1.1 Akashi Kaikyo Bridge.

growth in the construction of long-span cable supported bridges, especially in Japan, China
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and northern Europe. The world’s longest suspension bridge, the Akashi Kaikyo Bridge
(central span: 1991 m) opened in 1998, Figure 1.1, and the world’s longest cable stayed
bridge, the Russky bridge (central span: 1104 m) was completed in 2012. Further examples
of remarkable bridge innovation include the Stonecutters cable stayed bridge in Hong Kong
(2009), the Normandie Bridge (1995), the East Great Belt Bridge (1998) and the Zhejiang
Xihoumen Bridge in China (2009), currently the second longest suspended main span. The
Hardanger Bridge in Norway, which just entered the list of the 10 longest-span suspension
bridges, introduces a new era of extreme slenderness. Even by Norwegian standards, this
new bridge has a daringly narrow and shallow deck for its 1310m main span, [139]. The
search for slenderness is certainly economically beneficial and creates an impressive image,
but ensuring that the structure remains aerodynamically stable is challenging, especially in
windy environments.

Table 1.1 presents information related to the ten currently longest suspension bridges,
whose aerodynamic performance is the focus of this thesis. Wind induced problems that
might have been dangerous for each case as well as the adopted structural counter-measures
are also presented in the table. Indeed for the five longest bridges (above approximately
1500m span length), a successful aerodynamic design necessitates the adoption of specific
counter-measures. To avoid flutter instability, a central stabilizer is used for the Jiangsu
Runyang Bridge and a central slot between the twin-box girders of the deck for the
Zhejiang Xihoumen Bridge. Similarly, in order to suppress vortex shedding, guide vanes
are implemented for the single box girder of the Great Belt Bridge [72].

The introduction of longitudinal deck slots has repeatedly been reported to enhance
aerodynamic performance [203]; an additional advantage is that this configuration can
simultaneously suppress the formation of large vortices in the wake [204]. The implemen-
tation of additional devices in conjunction with the slotted deck solution has also been
pursued. Ueda et al. [189] investigated the effect on flutter limits when implementing
vertical stabilizers (central barriers) and horizontal stabilizers (guide vanes) on very long

suspension bridges, see Fig. 1.2. Wind tunnel testing following this analysis concluded
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Name Main Span  Deck type Aeroelastic Control Country  Year Built
phenomenon  Measure
Akashi Kaikyo 1991m Truss Flutter Slot & Japan 1998
Stabilizer
Zhejiang . .
1650m Twin-Box Flutter Slot China 2008
Xihoumen
Great Belt 1624m Box Vortex Guide vane Denmark 1998
Yi Sun-sin 1545m Twin-box Flutter Slot S. Korea 2012
Runyang 1490m Box Flutter Stabilizer China 2005
Nanjing Fourth 1418m Box Flutter None China 2012
Humber 1410m Box None None UK. 1981
Jiangyin 1385m Box None None China 1999
Tsing Ma 1377m Twin-Box Flutter Slot China 1997
Hardanger 1310m Box None None Norway 2013
Fjord

Table 1.1 Ten longest span suspension bridges

® e
(a) Central slots
@ Vertical stabilizer @
‘ N (b) Vertical Stabilizers
* Horizontal stabilizer ?
| ~»  (c) Vertical and horizontal
! e Stabilizers

Figure 1.2 Slotted deck with vertical and horizontal stabilizers [204]

that the addition of central stabilizers increased critical flutter speed by 35% and further
implementation of horizontal stabilizers resulted in a further 33% improvement. The appli-
cability of this methodology was also investigated for the 3300m Messina Bridge span [29].

The effects of stabilizers is more recently investigated in [73].
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Case A Case B

N aved L
Case C ; Case D

Figure 1.3 Different configurations of winglet application according to Acro and Aparicio
[51].

The concept of guide vanes aims at streamlining the flow around the deck and thus
suppressing the formation of Von Karman type vortices in the wake of the vibrating
body. This solution is very effective against vortex-induced vibrations [107]. A logical
extension of those systems is the use of winglets above or below the deck; a minimum
distance between the deck and the winglets is required for the flow around the winglet to be
undisturbed [79]. For the case of static winglets, if the deck is vibrating with frequency o,
the winglets are also oscillating at the same frequency. Acro and Aparicio [51] investigated
four different configurations as shown in Fig. 1.3. Cases 1 and 2 were shown to increase
aerodynamic damping and consequently have a positive effect on the flutter speed. Case
3 was shown to be the most advantageous one; simultaneously increasing the critical
flutter and torsional divergence speed. On the other hand, cases 1 and 2 do not appear to
significantly affect the point of torsional divergence instability. Case 4 corresponds to the
case where the leading winglet is actively controlled, whereas the trailing flap is fixed. In
the latter configuration, depending on the fixed phase controller framework adopted, care
must be given to proper phase angle selection. If wrong phase delay is adopted, the bridge

structure risks becoming aerodynamically unstable.



1.2 Wind induced vibration phenomena 5

1.2 Wind induced vibration phenomena

It is widely appreciated that long-span bridges are prone to aerodynamic instabilities with
the now iconic Tacoma Narrows Bridge disaster (1940) serving as a reminder of their
importance. The Tacoma design was the immediate result of Leon Moisseiff’s deflection
theory, which replaced the less accurate elastic theory, which ignored cable deflections
caused by live loads. This led to the use of a 2.4m deep plate girder; while this made sense
statically, its poor aerodynamic performance resulted in catastrophic failure. During its
four month life span, the bridge had been known to vibrate vertically, earning itself the
nickname ’Galloping Gertie’. Measurements made before failure indicated a correlation
between wind speed and vibrational mode: higher wind velocities favoured modes with
higher frequency [67]. On the day of the collapse, a relatively modest wind speed of around
18 m/s caused a gradually growing (single-degree-of-freedom) flutter oscillation which
lasted for approximately 45 minutes. Shortly before the collapse the main span abruptly
began to vibrate torsionally, the magnitude quickly building up to 35¢ from the horizontal.
The transition to first torsion mode is often attributed to the loosening of the north cable,
which was tied to the deck by diagonal stays.

The spectacular visual effect of the collapse, attributed to the use of the aerodynamically
inappropriate squat H-section for the deck girder, had a heavy impact on the design
philosophy of later suspension bridges. Subsequent designs, including the Tacoma Bridge
rebuild (1950), made use of deep, open truss sections to improve torsional rigidity. In
addition, many existing structures, including the Bronx-Whitestone Bridge and the Golden
Gate Bridge, were strengthened [92].

While it is undoubtedly the best -known, the Tacoma Narrows Bridge was not the first
suspension bridge to collapse. Several were destroyed by wind or other oscillating forces,
[67], as summarised in Table. 1.2.

It is now widely accepted that wind-induced vibrations constitute the critical load case
for long-span cable supported structures. Several different phenomena can result from

the interaction of the structure with the surrounding fluid. Wind flow around the bridge
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Figure 1.4 Collapse of Tacoma Narrows Bridge (courtesy of WSDOT).

deck is perturbed by the bridge movement, generating additional, motion-dependent forces.
Self-excited vibrations with increasing amplitudes can result from this interaction, the most
catastrophic of which is flutter. Flutter does not require flow separation and is also observed
in aerofoils, which are streamlined. During flutter the aerodynamic forces act in such a way
as to feed energy into the oscillating structure, which in turn responds in a divergent motion.
This effect can also be thought of as negative damping, with the structure’s interaction
with its surroundings adding energy to the system rather than dissipating it. The flutter
mode results from the coupling of at least two structural modes and it is this inter-modal
interaction which allows the system to extract energy from the steady airstream.

Another aerodynamic phenomenon of common occurrence in bridges is that of vortex
shedding. Vortex shedding is produced as a result of the turbulent wake of a bluff body in a
fluid flow. A distinctive pattern of vortices can usually be seen emerging in the wake, which
is carried downstream. The nature of the vortex shedding and particularly its frequency,
is determined largely by the geometry of the body, the speed of the flow and the density
and viscosity of the fluid. If the body is not mounted rigidly and the frequency of vortex
shedding matches the modal frequency of the structure, resonance will occur driven by the
energy of the flow. This phenomenon is of particular importance for oil pipes, antennas,
telephone wires, submarine periscopes etc. Flexible bridges can experience vortex shedding

as well, as has been often witnessed in practice. Avoidance of this type of aeroelastic
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Bridge Designer Length (m) Failure
Dryburgh (Scotland) J. and W. Smith 79 1818
Union (England) Sir Samuel Brown 137 1821
Nassau (Germany) Lossen and Wolf 75 1834
Brighton (England)  Sir Samuel Brown 278 1836
Montrose (Scotland)  Sir Samuel Brown 132 1838
Menai (Wales) T. Telford 177 1839
Roche (France) LeBlanc 195 1852
Wheeling (US) C. Ellet 308 1854
Niagara (US) E. Serrell 317 1864
Niagara (US) S. Keefer 384 1889
Tacoma Narrows L. Moisseiff 853 1940

Table 1.2 Collapsed Suspension Bridges [67].

behaviour is usually addressed by shifting the frequency of the structure so as to avoid the
lock-in effect or by increasing structural damping [138]. Box section girders have been
known to exhibit a tendency towards larger amplitude vortex induced vibrations than truss
girders.

Flutter and vortex shedding can occur under uniform flow without the presence of
external disturbances. Buffeting on the other hand, results from the inherent wind gustiness
and is mathematically treated as a stationary stochastic process. Buffeting is not an
instability in the sense that it leads to divergent oscillations, but it can be problematic from
the standpoints of fatigue, user discomfort, or serviceability. Air flow fluctuations can also
appear due to the wake of another body located upstream, the phenomenon is then termed
wake buffeting.

Torsional divergence is a very different phenomenon than the ones previously described
in the sense that it is a nonconciliatory-type of instability caused by aerostatic torsional
loading. It is sometimes referred to as lateral buckling, and represents a condition wherein,
given a slight deck twist, the drag load and the self-excited aerodynamic moment will

precipitate a torsional instability [56]. Simiu and Scanlan [175] presented a simple but
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very accurate approach for computing the critical divergence speed, given by the following

2K
Up= | —), (1.1)
pPB>Cy

where K, denotes the structure’s torsional stiffness; p is the air density; B is the deck

simple formula

width; and C]/WO is the pitching moment coefficient derivative with respect to zero angle of
attack.

The problem of wind induced vibrations is relevant to the construction phase of the
bridge as well as to the completed structure. Free standing pylons and girders during
erection before closing are very flexible and their aeroelastic response can represent a more
demanding load case than that of the completed structure.

Cables may also exhibit various forms of wind-induced vibrations. Incidences of
large-amplitude vibrations of stay cables have been reported worldwide on a number
of cable-stayed bridges. The most widely cited cause is the phenomenon of rain-wind
vibration, driven by the formation and movement of water rivulets on the cables. The
frequent occurrence of this phenomenon in cable-stayed bridges has raised considerable
concern [65, 131].

Other types of wind induced vibrations of cables include wake galloping, which occurs
in parallel cables when spaced between 3 and 5 cable diameters. Violent vibrations of this
type have been observed in the suspended cables of the Akashi Bridge. Vortex induced
vibrations of cables is also common. However, their amplitude is small and introducing a
small amount of damping can often remedy the problem. To add to the complexity of the
problem, motion of the cables is coupled with that of the girders and pylons, thus resulting
in a non-linear interaction among the various structural components of the structure. Cables
being much more flexible than the girder and pylons are more susceptible to large amplitude
vibrations and their geometric non-linearity needs to be taken into account.

It is worth stressing that the mathematical description of wind-induced vibration phe-

nomena flounders on the non-linearities of the problem at hand. Fluid non-linearities and
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the complexity of the fluid-structure interaction has hindered the development of a full
analytic treatment of wind induced vibrations. For many decades wind tunnel testing using
full and sectional models has been the only reliable method for predicting the performance
of the structure in wind flow. A parallel development in the field has been the use of
computationally demanding methodologies based on computational fluid dynamics (CFD).
CFD has made considerable progress in recent years and has been used as a supplement
to experimental investigations. With continued rapid development, CFD is expected to
become a powerful analysis and design tool; however it may take some time for it to
form a complete replacement of wind tunnel testing due to the deck section’s geometrical

complexity and the three-dimensional nature of the fluid-structure interaction phenomenon.

1.3 A control approach to the problem

Since the Tacoma Bridge collapse, engineers have considered many possible modifications
to the aeroelastic properties of new and existing bridge structures. Three different solution

paradigms (which may be used in combination) are [12]:

1. Modify the deck’s aerodynamic design by introducing variations in the deck cross

section.

2. Modify the design of the suspension system so as to adjust beneficially the bridge’s
critical structural mode shapes and modal frequencies, or modify the structural system

to increase bridge stability.

3. Introduce static or actively controlled devices to suppress wind-induced vibrations.

An early example of change in the aerodynamic and structural design methodology
was the introduction of the deep open-truss section. This new deck form demonstrated
better aerodynamic behaviour, because of the flow through the girder, as well as increased
torsional stiffness. For these reasons, truss girders were used for the Tacoma Bridge Rebuild

(1950) as well as for the Akashi Bridge, even though for the latter case box girders were
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extensively considered. An alternative approach, first employed for the Severn Bridge,
adopted the use of the trapezoidal box girder. Although the box girder was not a new
invention, it would be the first time it was incorporated into the design of a long-span
suspension bridge. Box girders have been known to offer significant advantages over
traditional truss type decks. More specifically, the premise behind this deck system is
that it simultaneously provides high torsional resistance, reduces aerodynamic drag forces,
reduces deck weight and because of its streamlined character helps eliminate destabilizing
vortices.

However, it is generally accepted from experience gained from record breaking projects,
such as the Akashi and Great Belt East Bridge, as well as from technical insights gained
from the design process of the proposed Messina Bridge, that classic aerodynamic design
reaches its limit for spans approaching 2000m [54]. The third alternative aims to raise this
ceiling by employing active or passive mechanical controllers. A relatively recent example
of this approach, never yet implemented in practice, is the introduction of controlled
aerodynamic surfaces of the type shown in Fig. 1.5. The broad methodology is to locate
controllable aerodynamic surfaces above, below, or alongside the main deck in order to

modify its aeroelastic loading.

Figure 1.5 Cross section of a streamlined long-span suspension bridge with flutter suppres-
sion controllable flaps. The wind speed is denoted as U.

1.4 Scope of Study and Thesis Objectives

The work at hand will focus on flutter, the most catastrophic of aeroelastic phenomena,
and will build upon an existing theoretical framework for employing actively and passively

controlled leading-and trailing-edge flaps in combination. The presented analysis will
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firstly cover the formulation of a reduced size finite element (FE) framework for capturing
suspension bridge modal characteristics. The aerodynamic analysis will examine the
implementation of thin aerofoil theory into the FE model, as well as the modification of this
theory to account for the deck’s bluffness using flutter derivatives. The control investigation
will be based on both active and passive frameworks, and its effectiveness will be validated
both using a simple sectional bridge flexible model and the FE based multi-modal model.

to summarize, the major objectives of this work are the following:

* Development of a computationally efficient and reliable aeroelastic framework, which

considers the full multi-modal interaction of a long-span suspension bridge.

* Comparison of different aerodynamic loading assumptions, i.e. thin aerofoil theory,
experimentally obtained aerodynamic derivatives, and assessment of the resulting

aeroelastic boundaries.

* Modelling of adjacent to the deck flap kinematic mechanisms and implementation of

the flap aerodynamic contribution to the deck-flap system.

* Design of an active control framework controlling flap angles for system stabilization

at high wind speeds.

* Examination of maximum achievable robustness margins for the controlled system
and the factors which mostly affect them. This part of the analysis aims at ensuring
that the proposed methodology is less susceptible to modelling errors and simplifica-

tions as well as physical uncertainties not accounted for in the design process.

* Investigation of model reduction techniques that reduce the size of the proposed
aeroelastic framework in order to facilitate the design process of the control mecha-

nisms.

* Because active schemes often result in complicated control methodologies emphasis

will be placed on the development of low order mechanical networks which are
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easily implementable and provide a reliable and cost-effective alternative for building

longer and more slender span openings.

1.5 Thesis outline

This thesis is organized as follows. Chapter 2 presents a literature review of aerodynamic
issues affecting cable supported bridges, and of advances in the implementation of different
active and passive control techniques. Chapter 3 revisits a method for dynamic analysis of
vertical, torsional and lateral free vibrations of suspension bridges based on a linearized
theory and the finite element approach. The method is based on expressing the potential
and kinetic energy of vibrating members and subsequently adopts finite element techniques
to discretize the structure. The structural approach is validated by comparing the computed
modal characteristics of the Humber and Great Belt Bridges with more computationally
expensive analyses and in situ measurements taken from the literature. The deck erection
process of the Humber bridge is also modelled, with particular importance placed on the
early stages of deck assembly, when the bridge exhibits high vulnerability to flutter.

Chapter 4 presents the finite element formulation of aerodynamic forces expressed in
the Laplace domain by using a high-fidelity rational function approximation. Circulatory
aerodynamic forces are modelled using a feedback loop for each element and the problem
is expressed in a form suitable for implementation of modern control techniques. The
implementation of flutter derivatives in a similar framework is carried through. The attained
aeroelastic limits for the Humber and Great Belt Bridges are compared against experimental
data from the literature.

In Chapter 5 the design of actively controlled flaps is performed on the full FE model.
In order to account for modelling errors and uncertainties while designing the controller,
elements from robust control theory are invoked. The stability and robustness of the bridge
when fitted with flaps controlled by optimal and suboptimal H. controllers is discussed for
varying lengths of control surfaces along the suspended span, as the optimum configuration

for aerodynamic performance is investigated.
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Chapter 6 investigates ways to passively suppress wind-induced instabilities, such as
flutter and torsional divergence. The control system design is based on a simplified sectional
bridge model and two different strategies are considered separately and in combination.
The first makes use of trailing and leading flaps adjacent to the bridge deck, the motion
of which is triggered by the deck’s movement through a combination of springs, dampers
and inerters at the hinged connection. Emphasis is placed on the effect of the flap hinge
location and an optimization procedure is used to determine compensator parameters that
result in favourable aeroelastic properties. The second approach re-examines the efficacy
and limitations of using Tuned Mass Dampers (TMDs) placed inside the bridge deck
for controlling self-excited motion. It concludes by combining the two approaches and
introducing a kinematic constraint between the mass of the TMD and the flaps. This
combined mechanical system, referred to as the Flap Mass Damper (FMD), combines
favourable aerodynamic properties of the flaps with a driving force provided by the vibrating
mass.

Chapter 7 examines the efficacy of the first of the passive control methods on the finite
element bridge aeroelastic model and particular emphasis is placed on the early stages of
the deck erection process. The tuning of the mechanical network is based on a nonlinear
optimization algorithm. Model reduction techniques are assessed and implemented on the
model to facilitate the optimization procedure. Multimodal interaction is observed at the
various erection stages and observations are made with regard to mode contributions to

aeroelastic instabilities. Chapter 8 presents the conclusions of this thesis.



Chapter 2

Literature Review

2.1 Introduction

This chapter presents a concise survey of the relevant background literature. It begins by
reviewing models of the key aeroelastic phenomena affecting long-span bridges, before
considering the main methods of computational analysis. It then reviews the broad area of
vibration control of bridge decks, before focusing on the use of control surfaces, which will

be the main focus for the remainder of this thesis.

2.2 Aerodynamic Phenomena in Long-Span Bridges

The field of aerodynamics covers a very wide spectrum of physical phenomena, it is
therefore imperative to restrict the literature review to focus on the developments which
are most relevant to this work. The early 20" century introduced deflection theory, which
fuelled the interest of bridge designers to the importance of aerodynamic effects. Deflection
theory enabled significant material savings by dramatically reducing deck stiffness. The
most significant downside of this deck thinning trend was that it resulted in well recorded
wind-induced motion phenomena in bridges of the 1930’s era and eventually to the Tacoma
collapse [35]. However, in many occasions the wind resistant design had already been

discussed by bridge designers. Navier as early as 1823 devoted a chapter of his book to the
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effects of wind. Telford’s Menai bridge completed in 1826 raised extensive discussions in
the engineering community of the time, after wind induced vibrations had caused extensive
damage three times, which eventually led to the reconstruction of the deck and replacement
of the hangers [35]. John Roebling in the United States commented on the Wheeling
Bridge failure and gave a simple explanation on how wind loading produced the observed
undulations on the deck [152].

In the extensive investigation, which followed the Tacoma collapse [64, 8], a wide range
of technical aspects was covered, ranging from experimental techniques over aerodynamics
and structural dynamics to guidelines for bridge design. The work by Maher [121], Vincent
[193] and Walsche [195] added further insight into the use of wind tunnel experiments
on scaled deck segments for verifying aerodynamic stability. Further versatility in wind
tunnel sectional modal testing was provided by Davenport [50], who first introduced the
mathematical framework for predicting buffeting response based on aerodynamic section
data. Wind tunnel experiments constitute ever since a tool of paramount importance for the
prediction of aeroelastic phenomena such as flutter and buffeting. A celebrated example of
wind tunnel testing technology was the thorough aeroelastic investigation of a 40m long

full scaled model of the Akashi-Kaikyo Bridge [136, 137].

2.2.1 Flutter of Bridges

The mathematical description of fluid-structure interaction phenomena originated, as would
be expected, from the aeronautical field. The concept of flutter was one of the first to be
studied in depth. Initially, Ludwig Prandtl developed the lifting line theory from circulation
theory, which predicted lift and induced drag for finite span wings. In 1922, Prandtl’s
student Walter Birnbaum [22] published his thesis "The two-dimensional problem of the
flapping wing". For the first time, wing flutter was described as a structural dynamic stability
problem. Birnbaum considered an aerofoil which, during flight "carried out a periodic

up and down movement, where, simultaneously, the angle of attack may be changed by
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a rotation of an airfoil". He also used the term reduced frequency as a key parameter to
describe flow unsteadiness [199].

Two years later, In 1924, Herbert Wagner introduced the Wagner function, [23], which
describes the lift evolution acting on a theoretical flat plate given by the step change of
the attack angle. in 1934, Theodorsen [186] at NASA developed the theory of lift and
moment acting on a sinusoidally oscillating two dimensional airfoil. Theodorsen’s seminal
work laid down the theoretical foundation for treating the airfoil flutter problem and it
has been up to the present time the description more extensively used [68]. Kussner, [56],
later on introduced the concept of acceleration potential, formulated for three dimensional
oscillating lifting surfaces. Sears [172] also derived the corresponding oscillatory lift on an
airfoil.

In the bridge related aerodynamic field it was Bleich [24] who first pioneered the analytic
description of the flutter problem based on Theodorsen’s analysis using the thin plate
assumption. Additional efforts to link bridge deck flutter to aircraft wing flutter continued
by resorting to wind tunnel experiments [173]. Laboratory investigations revealed that
Theodorsen’s aerodynamic formulation when applied to the Tacoma Bridge deck section
estimated significantly higher critical flutter speed than were found in the wind tunnel.
This finding in combination with the ever more popular use of deep-truss sections at
the time dismissed the applicability of aerofoil flutter coefficients for aerodynamic bluff
sections such as bridge decks. It was Pugsley [170] who first suggested that experimentally
determined aerodynamic coefficients rather than Theodorsen’s theory may provide a more
accurate description of aerodynamic phenomena.

In later years, Scanlan [169, 175, 163] played a decisive role in the adoption of flutter
derivatives in bridge aerodynamics. He argued that complex deck forms preclude the use of
the so-called flat-plate derivatives, necessitating the use of experimentally-derived deriva-
tives instead [162]. Ironically, increasing use of streamlined shallow box girders, such as the
ones used for the Severn and Great Belt Bridge, which form a modern alternative to massy

truss deck sections, mitigate flow separation and allow Theodorsen’s force description to
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yield good aeroelastic predictions. With regard to the experimental identification of flutter
derivatives it was observed that in spite of complex wind-structure interaction phenomena,
bluff deck motion displayed almost pure sinusoidal or damped sinusoidal response [165].
This important finding enables the use of simple means for experimentally extracting the
associated oscillating wind force coefficients. In that respect different techniques have been
developed, which are usually grouped in two distinct categories. The first is based on direct
measurements of aerodynamic force components using dynamometers, strain gauges and
so on when the body is given a specific motion. The second category is to assess forces
indirectly from the body’s induced motion [169, 70].

Ukegushi et al. [190] was one of the first to apply the direct approach on deck sections.
When the rigid deck section is set in harmonic motion in a wind flow which ranges in
frequency and amplitude forcing in the supports is retrieved. The forced vibration process
was further developed in Japan [148] to cover various aerodynamically bluff sections and
also investigate related nonlinear characteristics [70]. The indirect method was introduced
by Scanlan [169] and has been very popular in the bridge engineering community ever
since [161]. Further development of the latter method relies on System Identification (SI)
techniques which have been developed in parallel in Europe, USA and Japan [90].

The common practice of measuring aerodynamic properties is to set up the wind
tunnel experiments in smooth, uniform flow. The effect of turbulence on the accuracy
of the results has been traditionally regarded of secondary importance [175]. However,
turbulence effects have been reported to be very significant when considering full scale
models or the bridge structure itself [197]. A striking example corroborating this claim
is the Lions’ Gate Bridge in Vancouver Canada, which when tested in smooth flow using
both a sectional and a full aeroelastic model yielded a much lower critical flutter speed than
when considering atmospheric turbulence [87]. It is worth stressing that although flutter
is accompanied by shed vortices, the nature of these vortices is different than the vortex
shedding phenomenon. In the flutter case vortices are shed with frequency equal to the

flutter frequency, in the vortex-induced oscillation case the large oscillations occur because
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the frequency of alternating vortices convected in the wake matches the structure’s natural
frequency. In the latter case the larger amplitudes will alter the frequency of alternating
vortices and the vibrations will be eventually damped out. In flutter, when the wind speed

increases above the critical flutter velocity so will the oscillations of the bridge [56].

2.2.2 Buffeting of Bridges

Bridge aerodynamic performance is not only concerned with stability issues but also with
the structure’s response to gusty wind as this might cause structural fatigue and user
discomfort. As opposed to flutter and torsional divergence, buffeting is not a fluid-structure
interaction process in the sense that the structural motion to a first approximation does not
influence the wind flow. Buffeting can be thus defined as the system’s random response to
wind forces associated with pressure fluctuations on the deck due to wind gustiness over
the section. The analytic approach developed by Davenport [48] laid down the theoretical
foundations for the first thorough investigation of this phenomenon. Davenport’s spectral
approach for predicting buffeting forces on a bridge deck is a statistical method, based
on the earlier work by liepmann [114], in which wind loading is described as a stationary
stochastic process. This procedure models the aerodynamic loading by means of power
spectra of turbulent velocity components. It is usually considered that the typical size of
the turbulent field at frequencies corresponding to the lowest bridge eigenmodes is much
larger than deck width, which implicitly assumes that a long span bridge structure is a
thin line spanning the wind field [108]. Later work by Scanlan [168, 167] considered the
implementation of experimental flutter derivatives in the analysis of the buffeting response.

The original buffeting formulation was based on a series of simplifying assumptions the
most important of which was the quasi-steady and the strip assumption. The quasi-steady
assumption means that the instantaneous forces on the deck are considered equal to the
steady forces caused by the wind flow with the same relative velocity and direction. The
strip assumption means that the aerodynamic forces on one strip are only due to the incident

wind fluctuation on that strip. The strip assumptions and its implications on aerodynamic
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loading has been recently discussed in [128] for the case of incident turbulence buffeting.
The assumption was shown to hold accurately when considering typical for long span
bridge deck platform aspect ratios, wavelengths of structural modes, and length scales of
incident turbulence.

A frequency-dependent correction to the steady aerodynamic forces was implemented
by Sears [172] commonly referred to as aerodynamic-admittance and later adopted by
Liepmann [114] and Davenport [49]. The concept of the joint acceptance function was
also introduced to consider the effectiveness of the temporal and spatial cross-correlation
of buffeting loading, which was assumed to be the same as that of wind turbulence [204].

The initial buffeting formulation was based on a frequency domain method, according
to which the buffeting response is analyzed mode by mode. Lin et al [116] presented a time
domain method using Ito’s stochastic differential equations. Lin and Yang [117] further
extended this method by proposing a general linear multi-mode buffeting methodology to
predict deck response to turbulent wind in the time domain. Katsuchi et al. [96] reshaped
the frequency domain approach and applied it to the Akashi Bridge. A fully coupled
buffeting analysis of the Tsing Ma bridge in Hong Kong was performed by Xu. et al [205]

with aerodynamic forces not only on the deck but also the main cable and bridge towers.

2.2.3 Vortex Shedding

Vortex shedding is an aeroelastic response caused by boundary layers developing along the
deck surface. These produce vorticity which is shed in the form of alternating propagating
downstream vortices and result in periodic crosswind forces on the deck. Vortex shedding
can result in significant, but limited, amplitude vibrations on bridge decks because of
the lock-in phenomenon. It is mostly common in low wind speed and low turbulence
conditions, see Fig.2.1. The susceptibility of a structural mode to vortex-induced resonance
is indicated by the Scruton number, a dimensionless mass-damping parameter [133]. Modes

with Scruton number lower than 15 are usually found to be problematic [59].
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For slender structures such as chimneys and antennas suppression of the vortex-shedding
phenomenon can be easily accomplished by using helical strakes for disrupting span-wise
flow correlation. For bridges the implementation of guide vanes adjusts the flow around
the deck and helps avoid the formation of a vortex sheet in the wake. Guide vanes of this
type were fitted to the lower corners of the Great Belt Bridge in Denmark [107]. For the
case of Trans-Tokyo crossing, completed in 1997, during the construction of the crossing,
significant vibration due to vortex shedding was observed. Vortex shedding was also
confirmed in extensive wind tunnel experiments using sectional and three dimensional
models [65]. For mitigating these vibrations TMDs inside the box girder and aerodynamic
flaps were installed, resulting in significant aerodynamic improvement. The analytic
treatment of the vortex shedding phenomenon has not yet been properly formulated due to
the complexity of the structure-fluid interaction involved [61], however the Scanlan model
can be used for computing the deck forces at lock-in conditions [175].

Vertical or Torsional

Amplitude

Vortex-induced
vibration

Flutter

Buffeting

|

Wind Velocity

Figure 2.1 Sketch of wind-induced vibrations against wind speed. The plot shows the
dominant aerodynamic effects, combinations of such phenomena can arise.

2.3 Computational methods in bridge aerodynamics

The analysis presented in this thesis will almost entirely focus on suppressing flutter
instability. Consequently it is of importance to review computational techniques for flutter
analysis on structural bridge models. Finite element based aeroelastic analysis traditionally

has been expressed in the frequency domain, and demonstrated by various researchers



2.3 Computational methods in bridge aerodynamics 21

e.g. [7, 140, 141, 12, 178]. The procedure followed therein, with respect to modelling
aerodynamic forces, is the implementation of the traditional approach, where an iterative
procedure is followed both for the wind speeds as well as for the frequencies of the
oscillating forces. Standard algorithms inherited from the aeronautic industry include the
k-method and the (p-k)-method [83]. In terms of the bridge structural modelling using
the finite element approach, the bridge structure is assumed to be divided into a system
of discrete elements connected at the nodal points. The mass and stiffness matrices of
the entire bridge are then formed by evaluating the properties of individual elements and
superimposing them appropriately [158].

The aerodynamic loading distribution most commonly follows the strip theory assump-
tion for long span suspension bridges. In that regard the interaction between air stream and
bridge deck is to be decided in a two-dimensional section perpendicular to the longitudinal
axis of the structure. Consequently, any three-dimensional effects along the longitudinal
axis of the structure are assumed negligible [70]. the applicability of strip theory is however
undermined at the early erection stages of a suspension bridge when the bridge deck’s
length is considerably smaller. Considering a mid-span to pylons erection process the
open ends of the deck would inevitably introduce three-dimensional effects of air flow,
which is not a negligibly small fraction [183]. An experimental investigation of this effect
demonstrated that for the case of the shortest deck, typically 2 to 3 times longer than the
deck width, the strip theory assumption would result in a lower critical wind speed, than in
reality, by approximately 6%, [185].

The applicability of strip theory in the case of buffet by incidence turbulence is more
questionable. It has been argued that the assumption is valid only when the incident gusts
have much larger scales than the characteristic length of the bridge deck. Based on the
strip assumption, the span-wise coherence of the aerodynamic forces can be represented by
the span-wise coherence of the incident wind velocity fluctuations [108]. The span wise
correlation is commonly expressed by an empirical exponential function. However, for

the buffeting lift forces on modern closed-box girder bridge decks, the deck width, being
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B ~ 20 —35m, can be close to the length scales of the vertical components of the gusts in
the span-wise direction (=~ 30 — 50m). For such cases, secondary span-wise flow could be
present as well as redistribution of pressures indicating the failure of the strip assumption
as originally assumed by Davenport’s theory [103]. For the flutter case where smooth flow
is considered, the flow perturbations, similarly to turbulence length scales, are related to the
vibration mode near flutter wind speed. For the lower flutter modes, which result from the
interaction of lower vibrational modes it is expected that length scales are large, comparable
to the main span’s length, and consequently the strip approximation works very well for
predicting self-excited phenomena when the bridge is complete.

Although, the turbulence length scale effect for buffeting is very important for wind
tunnel testing it was recently demonstrated by Massaro and Graham [128] that regardless
of the turbulence length scales, when the structure’s aspect-ratio (ratio of the cross-stream
length of the body to the streamline direction) is large, three-dimensional effects are
negligible on the aerodynamic admittance, provided the correlation between strips is taken
into account. This is because the reduction of the sectional lift coefficient for small length
scale of turbulence is balanced by its increased span-wise correlation. It is thus concluded
that the importance of three-dimensional effects is aspect-ratio dependent, an aspect ratio
which is very large for long-span flexible bridges and thus advocates the use of strip theory
for buffeting simulation.

The afore-mentioned computational procedures aim at determining the conditions at
the flutter boundary. The flutter boundary corresponds to conditions for which one of
the vibrational modes has a simple harmonic time dependency. For wind speeds lower
than this aeroelastic limit all modes of motion are convergent. The assumption that
the solution involves simple harmonic motion is used in order to solve the equations of
motion at the instability limit rather than finding a solution for the generalized equation
of motion. As expected, this methodology cannot capture modal damping for arbitrary
wind flow conditions but it is accurate in the vicinity of the flutter instability. The primary

advantage of this procedure is that unsteady linear aerodynamic loading which corresponds
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to simple harmonic motion of the surface is sufficient for this case, which demands an easier
formulation than the arbitrary motion case. The flutter problem thus consists in finding
the lowest wind speed and corresponding frequency at which the deck exhibits harmonic
oscillation. The lowest wind speed and the associated frequency are commonly referred
to as flutter speed and frequency. The mathematical formulation of this problem results
in finding solutions of a high order polynomial equation, the flutter determinant, which
requires a tedious, iterative process.

The previously mentioned k and (p-k) methods concentrate on providing simpler
alternatives for extracting the roots of the flutter determinant and thereby identifying the
stability limit. The k-method, or U-g method, introduces an artificial structural damping
factor g, and then a root of the equation represents a point on the flutter boundary if
the corresponding value of g equals the assumed value of g [60]. The damping force
is proportional to the displacement and in phase with the velocity [83]. The k-method
although popular because of its computational efficiency has received heated criticism
due to the artificial damping characteristics which can in certain circumstances lead to
very erroneous results. The p-k method also known as the frequency matching method
has been the methodology most widely adopted in the aeroelasticity field. It attempts to
improve upon the k-method for sub-critical and supercritical flutter conditions by allowing
the reduced frequency to be complex instead of introducing the structural damping factor g.
The p-k method is less susceptible to errors but more computationally demanding [77].

The afore-mentioned frequency approaches however, are accompanied by several
disadvantages: Firstly, one must seek out the resonant frequencies one at a time. Second,
one must distinguish between single- and coupled-mode cases. This becomes particularly
inconvenient when large modal combinations are possible. Thirdly, during the design
exercise, one cannot form a clear picture as to how design changes are influencing the
aeroelastic stability of the structure as a whole, which may possibly include multiple flutter

as well as multiple divergence modes [115].
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The duality of the frequency and time domain formulation was initially elaborated
by Garrick [69]. In the bridge aerodynamic field it was again Scanlan who first worked
on solving the problem in the time domain, Scanlan et al. [166], by introducing indicial
functions, which had preceded in the aeronautical field [23]. Bucher and Lin [34] employed
an alternative formulation based on impulse type functions rather than indicial functions
and investigated the stochastic stability of a bridge considering wind loading to be a random
process. A modelling hindrance associated with the use of indicial functions is the fitting
process to the experimentally obtained aerodynamic derivatives. It is only recently that
much effort has been afforded to the development of efficient time domain formulations of
the unsteady aerodynamic forces that can be combined with nonlinear finite element codes
[70].

An example of a nonlinear aerodynamic force model would take into account the
non-linear dependence of aeroelastic forces on the effective angle of incidence. Non-linear
aeroelastic models become ever more necessary with the adoption of innovative bridge
deck designs, which can exhibit significant sensitivity with respect to the effective angle
of incidence [42]. Experimental investigation of how turbulence can affect the angle of
incidence to a degree that a non-linear aerodynamic framework is significantly more realistic
was given in Zasso and Curami [206]. Kovacs [100] presented a time domain approach
combined with a finite element formulation geared towards buffeting response estimation
based on quasi-steady aerodynamic forces. In order for the quasi-steady assumption
however to be reasonable the reduced velocity should be sufficiently high such that the
effect of the unsteady fluid memory terms is small. A control based approach based on
a state-space model for buffeting response estimation was later developed by Chen and
Kareem [41].

Another approach for describing self-excited aeroelastic phenomena makes use of
rational function approximations of the Laplace variable for modelling unsteady aerody-
namic forces [174]. Such rational function approximations (RFAs) allow the equations of

motion to be cast in a linear time-invariant (LTI) state-space form, although the size of the
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state vector increases due to the RFAs. Operational methods (and the Laplace transform)
were initially introduced by Jones [91] and Sears [171] in their desire to study transient
phenomena. More on high-fidelity approximations in steady state problems can be found
in Peters [151]. Rational approximations of the Theodorsen function and other irrational
quantities allow one to to replace techniques such as the k-method and the (p-k)-method
with classical control devices and makes the iterative process redundant as was presented
by Omenzetter et al. [146] and Chen et al. [43] for thin aerofoil and flutter derivatives
respectively.

Diana et al. [53] developed the so-called corrected quasi steady method by introducing
the concept of equivalent realization of force coefficients for each reduced velocity. This
formulation has been proven to be adequate in many ways, except it does not consider
aerodynamic memory effects and the span-wise coherence of the lift forces. More recent at-
tempts have focused on a new approach which tries to take into account all the aerodynamic
non-linear effects by means of a rheological model in the time domain [55].

More recent developments in the field of computational bridge aerodynamics involve
probabilistic analyses in order to account for parametric uncertainty and provide confidence
intervals in the aeroelastic stability estimation. Ge at al. [74] used three approaches
based on first-order reliability method (FORM) to assess failure probability of bridge
flutter. Pourzeynali and Datta [154] resorted to reliability theory to consider uncertainties
in modelling stiffness, mass properties, damping and flutter derivatives. Cheng at al. [45]
introduced a framework combining the advantages of different reliability methods which
can assess the reliability of complex structures of which the limit state functions are not
known explicitly. Monte Carlo Simulations (MCS) provide another root to estimating the
likelihood of instability. This method uses randomly generated samples of input variables in
a deterministic framework and records the number of time failure occurs. Failure probability
is established after numerous repetitions of deterministic analysis [45]. Recent advances in

the application of MCS in bridge aeroelasticity are reported in [11, 123].
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2.4 Vibration control for bridge girders

Figure 2.2 Cross section of the triple-box girder of the Messina Bridge [28].

Increasing span lengths pose a challenge to aeroelastic stability and experience gained
on projects such as the Akashi Kaikyo Bridge and Great Belt East Bridge revealed that
classic aerodynamic design, either in the form of deep truss girders (Akashi Bridge) or
the more modern flat box girder solution (Humber, Bosporus, Great Belt), reaches its
limit at span lengths approaching 2000m [54, 130]. Attempts to extend this limit can be
broadly categorized in three groups. The first approach is to reduce aerodynamic forces
by altering the shape of the deck section. For example, the proposed triple-girder deck
solution with a total width of 60m for the 3,3km long Messina Strait Bridge, see Fig. 2.2,
results in an estimation of flutter wind speed of 80m/sec [203]. Larsen has shown that
improved aerodynamic performance can be achieved by deck slotting [109]. Other examples
include vertical and horizontal stabilizers [122] and fixed winglets [119]. Static winglets
were also investigated for the Messina Bridge design case [29]. Guide-vanes, see Fig. 2.3,
have been proven to be an effective counter-measure against vortex shedding induced
oscillations and have also been reported to increase slightly the critical flutter wind speed
[107]. Appendages of this kind are enticing to engineering practise as they can be applied as
a retrofiting measure to alleviate aerodynamic effects unforseen in the design stage, [143].
These methods also have the advantage of providing a passive solution to the problem.
However, as span lengths increase, the economic efficiency of these methods decline

due to a necessary increase in the girder separation. Additional difficulties include; the
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construction of long span cross-beams between girders and the erection of tower columns

appropriate for such super-long-spans [113].
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Figure 2.3 Arrangement of guide vanes along the bottom side panel joint of the Great Belt
suspension bridge cross section [107].

The second approach focuses on structural modifications primarily related to the cable
system for improving torsional stiffness [75]. Enhancing the structure’s torsional rigidity or
affecting the stiffness distribution, which aim to uncouple the lower torsional and bending
modes, (or both if possible) can be achieved by adjusting the position and form of the
cables and hangers [13]. Different configurations have been proposed and are usually
grouped according to the number of main span cables needed: one, two, three or four. This
methodology has some advantages in terms of improved stability boundaries, it requires
however a much more complicated construction process and is accompanied by increased
material costs.

The last category involves the installation of additional facilities for generating stabi-
lizing forces. A passive approach implementation using tuned mass dampers (TMDs) has
been investigated in depth by various researchers. This approach can be further classified
in control of flutter and buffeting using single tuned mass dampers TMDs [66, 40, 118] or
multiple TMDs (MTMDs) [102, 155]. The associated tuning parameters are usually derived
using simplified design formulas [52, 66]. This tuning strategy seeks to calibrate the TMD
degrees of freedom close to the frequencies corresponding to the structure’s vertical and
torsional symmetric modes, which predominately participate during flutter coupling. It is
well established however, that the TMD performance is significantly degraded by off-tuning

or off-optimum damping in the TMD network [102]. For this reason, a double TMD
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solution was proposed in [88], without however resulting in considerable improvement in
robustness. The MTMD mechanism, consisting of a large number of small TMDs, can
cover a frequency band around the modes to be controlled. Despite promising results of
the latter approach, there is a significant increase in complexity, which undermines the
applicability of the solution. Recent applications of TMD technology can be found at
the Kansai Airport Bridge, where TMDs were installed from the beginning to suppress
amplitude-limited vibrations due to the wakes [65]. In the Tokyo Trans bay Crossing 16
TMDs were installed for suppressing vortex-induced vibrations of the first and second
mode. TMD based aeroelastic vibration control is difficult to be implemented for an already
completed structure. Other passive control strategies for improved aerodynamic stability
include, placing water tanks on the deck edges, or introducing an eccentric mass on the
deck windward side. The effectiveness and implications of this method were investigated
by Phongkumsing et al. [153] on a full suspension bridge numerical model.

Further investigations included the use of actively or passively controlled rotatable
flaps. This design methodology will be the main focus of this work as a way to generate
stabilizing forces against aerodynamic loading. As shown in Fig. 2.4 these flaps can be
either adjacent to the deck, or at some distance above or below it. The configuration shown
in Fig. 2.4 (a) is the one considered in this thesis. In the second case, if the deck and flaps
are to be assumed aerodynamically independent, a large separation is required (>1 deck
width for the trailing-edge flap) that will most likely make the configuration impractical to

implement [79].

Figure 2.4 Idealized cross section of a long-span suspension bridge with a controllable
leading- trailing-edge flaps. a) The flaps are adjacent to the bridge deck b) flaps detached
from the deck. The wind speed is denoted by U, the leading-edge flap angle is denoted by
B; and the trailing-edge flap angle by [;.
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2.5 Aerodynamic Control of Long Span Bridges using Aux-
iliary Surfaces

Flap-based flutter suppression systems have been examined both analytically and exper-
imentally for the past twenty five years without thus far having been implemented. The
control of bridge flutter using actively controlled flaps located beneath the deck was first
proposed in [147]. Further examination was undertaken by Kobayashi and Nagaoka [99]
and later by Hansen and Thoft-Christensen [82]. More recently Li [113] performed an
active control procedure using a pair of rotatable winglets at a distance from the deck. This
analysis is based on a two dimensional active control theoretical framework and geared
towards achieving bridge stabilization against flutter. Optimal control strategies of this
sort as well as pole placement algorithms provide a computationally viable procedure for
deriving stabilizing controllers but neglect robustness properties and the assessment of the
available stability margins with respect to plant uncertainties. Indeed, for a controllable
and observable system the computation of a stabilizing controller is a straight forward
design exercise but can result in very poor robustness margins. In the aircraft industry
flutter suppression has been under development with emphasis on using actively controlled
trailing edge flaps [25, 36]. Bakis et al. [17] developed a framework for investigating flap
efficiency on a full bridge model while implementing an H.. control strategy suitable for
modelling uncertainties.

An important issue for an actively controlled bridge subjected to a wind storm is the
compensator’s reliability against failure. In this respect system redundancy of the active
control strategy should be considered, if one motor fails another should become automati-
cally effective thus resulting in a more reliable system against a destructive flutter mode.
Contrary to active systems, passive flap mechanisms have the advantage of dispensing
the need for an external power source, but require an elaborate mechanical network for
transforming deck movement into flap rotation. Ideally, a feedback connection between

deck rotational movement, pitch being the dominant mode in flutter coupling, and the flap
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rotations should be established. The main practical implication of this endeavour arises
due to lack of access to a ground reference frame. Omenzetter et al. [144, 145] proposed a
mechanical system in which the flap rotation is linked to the deck pitch motion by means of
additional cables and an auxiliary transverse beam supported by the main cables Fig. 2.5 (a).
Prestressed springs are used to push the flaps since the cables only provide tensile forces.
Sectional analysis of this system showed that although higher critical wind speed can be
attained, large flaps are required as well as significant stiffness for the supporting beam. A
subsequent 3D aeroelastic analysis [146] showed that due to kinematic coupling between
the flap rotation and the sway motion of the deck and cables, the achievable improvement

in the bridge critical flutter speed is limited.
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Figure 2.5 Mechanical networks for flutter suppression proposed by a) Omenzetter et al,
[144] b) Wilde et al [201].

Wilde et al. [201] proposed an alternative mechanism in which the flaps are kinemati-
cally constrained by a pendulum inside the deck, Fig.2.5(b). Analytical and experimental
analyses showed that for a sectional model an increase up to 57% can be obtained. Pure gain
controllers like these however forego the advantages that accrue from phase compensation,
whereas fixed-phase controllers are not physically realizable. Zhao et al. [208] introduced
phase compensation and used an optimization routine for determining the controller pa-
rameters. However the proposed design was only realizable under the premise that it can
be connected to an inertial reference frame, which of course raises considerable practical

difficulties. Similarly, in [207] the same authors revisited the problem of modelling and
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validating a two-dimensional section of a suspension bridge with controllable flaps at both
sides of the deck. An RFA of the unsteady aerodynamic forces was put into use and both
leading and trailing flaps were used, based on a passive mechanical system assumption.
[79] draws upon the conclusion that a pure gain compensation for the leading flap in com-
bination with passive phase compensation in the trailing flap produces good results with
respect to increasing the critical wind speed both for flutter and torsional divergence. Kwon
[102] proposed a design based on tuned mass-dampers connected through a transmission
system to aerodynamic surfaces, which oscillate through slits in the bottom flange of the
deck. Starossek [180] presented preliminary results of a similar passive system in which
the damper is connected to leading- and trailing-edge flaps. The feasibility of passive
control schemes on the erection stage of suspension bridges for flutter and buffeting has
been investigated in [16, 127]. In chapter 6 two passive mechanisms are proposed in order
to overcome some of the shortcomings of the afore-mentioned control networks. The first
of those mechanical designs, makes use of trailing and leading-edge flaps adjacent to the
deck, passively controlled by a combination of springs, dampers and inerters at the hinge
connection. The second, combines the flaps with driving forces produced by tuned masses
inside the deck section. Both solutions exploit favourable aerodynamic configurations in

order to increase the aeroelastic stability limits.

2.6 Discussion and Concluding Remarks

The presented literature review demonstrates that wind-induced vibrations are critical in
the design and construction of cable supported bridges. Vibration control of aeroelastic
phenomena has recently received significant attention as a means of increasing span length,
reducing material or used as a retrofitting measure. The use of controllable flaps is probably
the most sensible of the proposed control methodologies. It curbs the need for significant
control forces as its philosophy is based on adjusting the flow field around the deck. It
could also be potentially used at a later stage as a retrofitting measure or temporarily, e.g.

during the erection stage of the deck.
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However, the analytic and experimental investigation justifying the effectiveness of this
approach needs to overcome several important issues, which have hindered its industrial
implementation to date. The system’s primary shortcoming relates to the conception of
a reliable and relatively simple passive mechanism, which avoids external linkages and
the need to be anchored to an inertial reference frame. the issue of robustness against
physical uncertainties has also received very superficial attention so far and in most cases the
simultaneous mitigation of flutter and torsional divergence has not been pursued. Moreover,
to the best of the author’s knowledge the development of a computationally efficient and
reliable FE based aeroelastic model has not been properly investigated so as to be in close
agreement with experimental data.

The work carried out in this thesis will address the afore-mentioned knowledge gaps and
provide a holistic approach to the flap implementation procedure in suspension bridges. The
next chapter will develop the structural modal framework, which will form the foundation
for the subsequent implementation of the aerodynamic and control modelling elements of

this work.



Chapter 3

Structural Modelling

3.1 Introduction

Suspension and cable stayed bridges are highly flexible and lightly damped structures whose
eigenfrequencies are usually clustered in a narrow frequency band. Structural dynamics is
a fundamental building block of bridge aeroelasticity and should be accurately modelled in
order to assess wind effects on bridges. Mode shapes of cable supported bridges are usually
categorized according to the dominant mode of deck motion, i.e. lateral (sway motion),
vertical and torsional. In contemporary cable supported structures, which exhibit significant
deck curving out of the vertical plane, mode shapes may display contributions from different
directions [108], making it difficult to consider each of the three motions independently.
However, the analysis presented in this work will be restricted to bridges having straight
girders; which is in fact the case for the largest type of suspension bridges. The bridge
mode shapes can be further divided into deck-dominated modes and modes that involve
considerable cable movement but little deck motion. The second category are admittedly of
little relevance to the structure’s aeroelastic performance. Tower participation can vary for
different modes depending on the structure. It is usually more pronounced for the lateral
modes, whereas for the vertical motion the towers contribute more to the lower modes.

In ambient vibration studies of the Golden Gate Bridge [6], several identified resonant
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frequencies of the towers were associated with specific frequencies of the suspended
structure.

In order to assess suspension bridge dynamic characteristics, 3-D and 2-D modelling
has been applied by various researchers. 3-D modelling is almost exclusively based on finite
element analyses, in which the suspended structure, cables and towers form an integrated
system. These models are usually developed using beam and truss elements [202, 58], but
more complex models using shell or plate elements for the deck have been occasionally
undertaken [95, 58]. The 2-D modelling procedure has been used both for continuum and
for finite element analyses. Comparison of 3-D to 2-D numerical investigations as well as
numerical validation of computational models against ambient vibration measurements, has
suggested that in terms of structural modal prediction the more computationally efficient
2-D analysis framework is normally sufficient [154, 5]. It has been argued however, that
3-D models are more successful in predicting torsional modal characteristics [32].

The following analysis will revisit a two dimensional mathematical framework originally
proposed by Abdel-Ghaffar [1-3], in order to determine the dynamic characteristics, namely
natural frequencies and corresponding modal shapes, for the cases of vertical, torsional
and lateral free vibrational motion of a suspension bridge. The method is based on the
so-called linearized deflection theory and the finite element method. The main features of

the proposed methodology can be summarized as follows:

* Analytic description of the potential and kinetic energies of the vertical, torsional
and lateral members (suspended structure and cables) using the continuous structure
formulation. The equations of motion are then derived using Hamilton’s principle.

Cable extensibility and deck continuity are also addressed.

 Use of the finite element method procedure to: a) discretize the structure into equiva-
lent systems of finite elements. b) Derive elemental and global stiffness and inertia
matrices. ¢) Form the matrix equations of motion and the resulting eigenvalue

problem.
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Furthermore, the classification of the structure’s modal response in independent vertical,
torsional and lateral movement relies on the following physical assumptions, see Fig. 3.1.
In pure vertical motion, all points on a given cross section move the same amount and
remain in phase. For the torsional case the bridge section rotates about its centre point.
Corresponding points on opposite sides of the centerline attain equal displacements, but in
opposite directions. In pure lateral motion, each cross section swings in a pendular fashion
in its own vertical plane, and therefore there is an incidental upward movement of the

cables and suspended structure to the lateral sway motion.

L J ®
. . e 4 S

Hangers ¥ Main cables-"" i T Ve
i

(a) Vertical

Suspended structure
(deck) '

Figure 3.1 Vertical, torsional and lateral motion assumptions in suspension bridges [4].

The adopted procedure enables expression of the structural system using finite degrees
of freedom upon which matrix algebra operations can be performed. The separate treatment
of the the three vibration cases will eventually result in a general single element, consisting
of both the suspended structure and the two main cables, which possesses six degrees
of freedom per nodal point. The proposed framework will then be employed to model
the dynamic characteristics of the Humber and East Great Belt Bridges. Comparisons to
experimentally obtained ambient vibration data from the literature as well as other analytic

investigations will cross-validate its performance. This finite element formulation will be
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further used to describe the evolution of modal properties of the Humber Bridge during the
deck assembly process.
For reasons of space, only the vertical formulation is presented in full. Lateral and

torsional formulations follow a similar procedure.

3.2 Vertical Vibrations Formulation

This section will focus on presenting the mathematical framework for analyzing free vertical

vibrations of suspension bridges.

3.2.1 General Assumptions

In consideration of the different factors affecting the dynamic analysis of a suspension

bridge, the following general assumptions and approximations are made [4]:

1. All stresses in the bridge follow Hooke’s law and remain within the limits of propor-

tionality.

2. The initial dead load is carried by the main cable without causing stress in the
stiffening girder (in this case box girder). If during the erection process stresses
are developed in the stiffening girder, the dynamic problem formulation should be

adjusted in order to consider the initial stresses involved.

3. The cable is assumed to be of a uniform cross section and of parabolic profile under
dead load. The assumption of a parabolic profile requires that the sag to span ratio
be kept relatively small, meaning that the cable slopes remain small. Small cable
slopes ensure that the cable weight can be treated as uniformly distributed along the
span rather than along the cable length. Jakkula [89] demonstrated that about 80
to 85 percent of the dead load is strictly along the horizontal and the remainder is

distributed along the cable.
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4. The cables are assumed to be perfectly flexible. Considering the small second mo-
ment of inertia of the cable compared to that of a stiffening structure, the assumption
is expected to produce an accurate modelling description. Indeed, thorough inves-
tigations have shown that cable bending stiffness can be neglected without loss in

accuracy [3].

5. The hangers are regarded as if forming a continuous sheet or wall without shearing
resistance. The forces exerted by the hangers are thus regarded to be continuous and

not concentrated.

6. The hangers are considered to be inextensible and to remain vertical during the vibra-
tion of the bridge, meaning that the vertical vibrational displacements of the cable
Ve(x,t) and that of the stiffening girder V,(x,) are assumed equal and henceforth
denoted by V (x,1).

Ve(x,t) =V, (x,) =V (x,1) (3.1)

Steinman [182] estimated the contribution of hanger elongation to the bridge’s

dynamic response to be significantly less than one percent.

7. The treatment of vibrational characteristics assumes small vibrations around the
position of static equilibrium in order to make use of the linear theory assumption. It
has been generally accepted that a mathematical model based on the dead load state
with superposition of linear elastic and geometric stiffness matrices results in good

prediction of modal characteristics [32, 5].

8. The additional horizontal component, H(t), of cable tension caused by the inertia

forces is small in comparison with H,,, the dead load cable horizontal force.

H,+H(t) ~ H, (3.2)

This assumption does not mean that H(z) is neglected in general, rather that its effect

is small when added to the dead load cable tension.
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9. Furthermore, live loads on the bridge are neglected. The total mass of the bridge deck
is assumed concentrated along the centreline of the deck’s curvature. The curvature

of the deck is assumed negligible compared to the cable curvature.

In [1], [2], and [3] two different treatments of the bridge vibration problem have been
pursued: namely with and without considering the contribution of tower stiffness. In this
work we will neglect the effect of towers based on the assumption that tower participation
is usually limited especially for the cases of the vertical and torsional free vibration. This
simplification is corroborated by ambient vibration measurements of modal characteristics
[58]. In the lateral direction, tower participation is expected to be more significant mainly
because the deck lateral response is an order of a magnitude weaker than in the vertical
plane [33]. However, lateral modes do not play a central role in the prediction of aeroelastic
phenomena such as flutter, especially for the case of streamlined box girders, which have a
very low drag component.

Although, The mathematical description in this chapter will be restricted to the vertical
vibration case, the most important additional assumptions pertaining to the torsional and
lateral vibrational motion are given as follows.

Torsional vibration case:
1. The bridge deck cross section is assumed symmetric about the its centre.
2. Analysis is restricted to closed box girders.

3. The shape of the cross-section remains unaltered during vibrational deformation.
Thus, the geometric dimensions of every plane normal to the bridge’s longitudinal
axis remain unchanged. However, the section may undergo out-of-plane deformation

(warping).
Lateral vibration case:

1. The additional horizontal component of cable tension, H (), due to lateral vibration

is negligible compared to the initial dead load horizontal cable tension H,,.
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2. The cable supports on the top of the towers are considered infinitely rigid in the
lateral direction. In reality the tower-ends will experience displacements in response
to changing forces. However for reasons already stated, in this analysis supports are

considered fixed.

3. Mass of the cable is considered separate from that of the suspended structure. Lateral
movement is accompanied by an incidental pendular action, which results in an
upward vibrational displacement of the cables and the suspended structure. The small
vibration assumption facilitates the derivation of geometrical expressions describing

the effect of this pendular motion [1].

3.2.2 Mathematical Formulation of the Vertical Vibration Problem

The finite element formulation of the vertical vibration problem will be geared towards
suspension bridges with three spans, i.e. main span and two side spans, although extension
to more spans is easily attainable. The variational principle here implemented requires the
derivation of energy expressions for the vibrating components. The structural stiffness is
derived from the potential energy of the system, which has three significant components:
elastic strain energy in the deck girder, elastic strain energy in the suspension cable, and
gravitational potential energy in the cable. The mass matrix is derived from the kinetic
energy of the vibrating structure.

Cable tension is probably the single most important parameter influencing vertical
dynamic response. In this analysis the horizontal components of cable tension, H,, and
H (t) due to dead loads and inertial forces respectively, are assumed equal on both sides
of the tower for all spans (no tower resistance assumption). This would imply that the
towers are either on rockers or that the cable is mounted on saddles, which lie on rollers.
Despite the fact that both of these arrangements are considered obsolete in the modern
bridge construction field, the assumption can still be considered reasonable because of the
high tower flexibility. Hence, tower flexural rigidity does not introduce an appreciable

change in the horizontal component of cable tension between main and side spans [200].
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Potential Energy of the Suspended Structure

Potential energy in the deck girder is in the form of strain energy resulting from bending
moments, shear forces and axial forces. The vertical displacement as a function of coordi-
nate x and time ¢ has a component due to bending and one due to shear deformation [3],
Timoshenko beam model. The slope at point x can be expressed as

ov(x,1)
ox

=n(x,1) + B(x,1), (3.3)

where 1(x,7) is the slope of deflection due to bending and B(x,¢) is the shear angle. The

well known formula relating bending deformation with bending moment reads

an(x,1)
ox

M(x,t) = E,I, (3.4)

where, E, is the modulus of elasticity for the girder and I, is the second moment of
inertia of the box girder (or truss). The dependence between shear force, S(x,7), and shear

deformation on the other hand is given by

S(x,1) = Ggty(x)B(x,1). (3.5)

Similarly, G, is the shear modulus of elasticity and uy is the shear resistance coefficient of
the box girder or that of the vertical web system, depending on the structural system used.

The potential energy due to vertical vibration can be expressed as

1 /! on(x,1)\> 1 /!
ng(t)zi/o E,l, (%) dx+§/0 Gty (x)B*(x,1)dx. (3.6)

The first term of Eq.(3.6) relates to the potential energy due to bending and the second
term is associated with the shear strain energy stored. In the case when the contribution of

shear deformations is neglected the result is the well known Euler-Bernoulli beam potential
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energy expression [81]

1! M2 (x,1)\’
ng(t) = E/O Eglg (W dx. (37)
A similar derivation can be applied to the girder’s longitudinal motion but effects of
axial deformation are considered negligible in comparison with the vertical displacements.
However, in some cases longitudinal motion participation is crucial for accurate modal

shape derivations, as has been argued for the case of the Bosporus Bridge [58].

Potential Energy of the Cables

Due to small, free vibrations about the equilibrium point the horizontal component of cable
tension H,, will change to H,, + H () and the cable differential length will increase from ds
to ds + Ads. Hence, the potential energy stored in the differential cable length is expressed
by

1 ds N
dVe(x,t) = { [HW + EH(I)} E}Ads— wVedx, (3.8)

where Ads is the stretch of the initial differential length ds. w* is the per unit length cable
dead weight, w,, plus the per unit length weight of the stiffening girder, w,. V. denotes the
cable’s vertical displacement. The first term in Eq.(3.8) describes the energy stored in the
element ds and equals the average force in the cable segment [H,, + %H (1) % multiplied by
the cable stretch Ads. The second term expresses the gravity energy change resulting from
the lowered position of the dead load.

In the frame of vertical in-plane motion the resulting small free vibrations have two
components. The transverse vertical motion v, and the longitudinal motion component ..
Of course in the general vibration problem the transverse horizontal motion component
should also be considered. Sway motion however, can be accurately regarded as being
uncoupled from the in-plane motion because, to first order, the transverse horizontal motion

involves no additional cable tension. Therefore, to first order accuracy, a disturbance which
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has no in-plane component will induce only transverse horizontal motion and vice-versa
[85].
Consider a cable element AB of original length dss, which due to an applied load moves

to a new position A’B’ and its length increase to ds + Ads, see Fig. 3.2.

ds* = dx* +dy* (3.9)
2 2
(ds+ Ads)* = (a’x+ %dx) + (dy + %w) (3.10)

Figure 3.2 Cable element in original and deflected position.

For the case of flat-sag cables, considering that u.(x,) is small in comparison to V. (x,?),
the increment in length of the cable element, correct to the second order of small quantities,

is

Ju, dx ov.dy 1 /ov, 2 dx
Ads ~ — —dx+ ——dx+ - | =— | —dx. 3.11
> ox ds e ox ds x+2 ) ds™ G-11)
Hooke’s law applied to the element, requires that
H(t)ds Ads (3.12)
EAq.dx ds’ '

where H (1) % is the second order increment in horizontal tension exerted on the element.

E. is the modulus of elasticity and A, is the effective cross-sectional area of the cable.
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Consequently, the cable equation for the differential element reads

H(t) (ds\> Ouc avedy 1 [av.)’
EA, (a) "o Taras T2 \ae ) (3.13)

In the case of a suspended cable, hanging between rigid supports, u.(0,7) = u.(I,t) =0,

Eq.(3.13) can be integrated to give

H(t)L, [l (adv.\ [dy 1=l fove\?
EA. —/ <ax)< )dx-l—i o Uax dx, (3.14)

where L, = fo ( ) dx is commonly referred to as virtual length. A good approximation

2
1+38 (]76) ] , (3.15)

where [ is the horizontal projection of the cable’s length and f is the cable sag at its

to L, is given by [86]
L.=1

midpoint.
Integrating Eq.(3.8) over the length of each span, while substituting equation Eq.(3.11),

results in the expression of the cable potential energy as a function of time

1 ! Ju, 1 9, dy oV, L,
Vo(t) = {HWEH(I)} [0 St [ S dx+ /( ) ]—/vacdx.

(3.16)

The following mathematical computations require integration by parts, use of the fact
that u.(x,t) vanishes at the towers, x = 0 and x = /, and that the shape of the cable, in its

free-hanging form is expressed by a parabola, whose expression is given by

=5 -6

Additionally, the cable horizontal component for an inextensible parabola is given by

w*l
H, = ) 3.18
87 (3.18)
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Equations Eq.(3.16) can then be simplified to

1 L /av.\? Lov.dy 1 7l /v, \?

Substituting equation Eq.(3.14) into Eq.(3.19) the potential energy of the cable takes its

1 Llave\? 1 [H%(1)L.

The first term of Eq.(3.20) includes the constant horizontal cable tension term, H,,,

final form

and an integral expression of the cable length change. This term effectively expresses
the potential energy resulting from the elevation of the bridge’s center of gravity, while
the cable is momentarily distorted under the influence of inertia forces. The second term,
consisting of the horizontal cable tension variation, expresses the potential energy stored
elastically in the cable due to vibrational strain variation.

An alternative way for deriving Eq.(3.20) which possibly provides a greater degree of
physical intuition is the following. It can be deduced that the strain energy stored in the
cable due to cable tension variations H () equals the strain energy related to the change
in tension at any cable point, H (t) %. Consequently, by integrating over the length of the

span, /, the following expression is obtained

12
Vee(t) = /Ol%ds = lm (ds)3dx. (3.21)

2E.A.  Jo 2E.A, \ dx
Using the definition of virtual length the above equation reads

_ 1H*(t)L,

= 3.22
2 EA. (3.22)

Veel(t)

which is the same as the second term of Eq.(3.20).
The potential energy computation related to the cable’s movement in the gravity field,
considers that each differential element of weight w*dx loses potential energy equal to

w*dxv,. due to vibrational displacement v.. By integration over the span length, the total
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change in potential energy is expressed by

1
Veg(1) = —/0 w*Vedx. (3.23)

This is the same as the last term in Eq.(3.8). Invoking the cable inextensibility assump-
tion it becomes evident that the vibrational elastic extension holds L = (. Further

mathematical computations involving Eq.(3.13) result in the following identity

ch():—/wvdx— - / <8VC> (3.24)

which equals the first term of Eq.(3.20). This term relates to the gravity stiffness terms
pertaining to the cable’s vibrational formulation. This gravity term brings to the fore a
type of stiffness that is not generally familiar but which helps to present the problem of
the dynamics of suspension bridges in clear physical terms, in a way that brings out the
type of nonlinearity present [4]. Traditional Linearized Deflection Theory implies that the
gravity stiffness of the cable is neglected, due to omission of higher order terms in the cable

equation.

Kinetic Energy due to Vertical Vibrations - for the Deck and Cables

The Timoshenko beam model adds the contribution of shear distortion and rotary inertia to

the classical Euler-Bernoulli model [81]. Its kinetic energy can be expressed as follows

2/ (ava);t> 2/J ( )>2dx7 (3.25)

in which, m*(x) expresses the mass of the cables and suspended structure per unit length.

Jg(x) is the mass moment of inertia per unit length about the neutral axis passing through

the centre of the girder. For the mass moment of inertia the following holds

Jo(x) = Py = Zj—glg@) R T—) (3.26)
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where p, is the mass density, m, is the mass per unit length and r(x) is the radius of
gyration about the neutral axis. As commonly assumed for beams where the cross sectional
dimensions are small in comparison to the span, the rotatory effects can be excluded
in equation (3.25), [156]. Consequently, the kinetic energy expression for the vibrating
bridge again reduces to the following Euler-Bernoulli beam model. In [81] it is shown
that the difference between the Euler-Bernoulli beam model and other beam model, e.g.
Timoshenko beam, monotonically decreases with increasing slenderness ratio defined by
the ratio of length of a beam to the radius of gyration of the cross-section. For slenderness
ratios larger than 100, the Euler-Bernoulli is very accurate. Long span suspension bridges
such as the Humber and the Great Belt bridges have slenderness ratios surpassing this

threshold thus making this assumption appropriate for the following modal analyses.
1, fovixn))?
To(t) = - / () (5D gy (3.27)
2 Jo ot

3.2.3 Finite Element Formulation for Vertical Vibrations

For establishing the vertical vibrational framework in finite element form, the bridge is
discretized into connecting elements. The internal deformations in these elements are
expressed in terms of the nodal displacement variables via a family of shape functions.
Element stiffness and mass matrices are then derived using the potential and kinetic energy
expressions presented in Section 3.2.2. Furthermore, the assumed discretization is based on
horizontal elements lying on the centreline of the girder. The typical element consists of
the two main cables and the girder, which are assumed rigidly connected by inextensible
hangers. An explicit consequence of the hangers being assumed rigid and remaining vertical
during vibrational motion, is that, for the vertical case, girder movement is identical to that
of the main cable. Each element has two nodal points and each nodal point two degrees of
freedom namely, vertical translation and rotation, see Fig. 3.3. The interpolation functions
associated with the two nodal points, are assumed those of a uniform beam subject to the

same nodal displacements. These are cubic Hermitian polynomials given by
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Figure 3.3 Nodal degrees of freedom of the FE element for the vertical vibration case.

x2 .X3
2 3
H (x) :x—2%+%, (3.29)
x2 x3
Hy(x) =375 =235, (3.30)
Xz x3
Hy(x) = =7+ 5. (3.31)

The deck displacement, within each element, is expressed as a function of its nodal

displacements according to

Ve(x,1) = Hi(x)q1(t) + Ha(x)q2 (1) + H3(x)q3(t) + Ha(x)qa(t). (3.32)

Subscript e indicates the element and ¢;(¢),i = 1,2,3,4 denote the corresponding nodal

degrees of freedom. Eq.(3.32) can be expressed in the following matrix form

Ve(x,1) = £(x)I q(t)., (3.33)

where, f(x)! = [H;(x), Ha(x), H3(x), Hy(x)]. (3.34)
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q(¢) denotes the nodal displacement vector. Space coordinates are often expressed in the

following normalized coordinate system, which facilitates polynomial integration.

X X
Ei(x) = (1 - —> and Ea(x) = <—> (3.35)
The transformation allows Eq.(3.32) to be written as

Ve(E1,E2,1) = £(E1,E2) q(0)e, (3.36)
f(€1,8)] =[€1(3—281) —LEE, E3(3—2&) LEE]) (3.37)

Elastic Stiffness Matrix of the Girder

Implementing the displacement model of Eq.(3.33) in the Euler-Bernoulli potential energy

expression, Eq.(3.7), for the girder results in

N;
Z () a,)7"{fq,}dx, (3.38)

l\Jlr—‘

where N; is the total number of bridge elements, and Eg./. is the flexural rigidity of the
deck, assumed constant over each element. Eq.(3.38) is evaluated over each element and
results in a 4 x 4 elastic stiffness matrix. ] contains the curvatures of the shape functions.

By consideration of Eq.(3.33) to facilitate the integration process these take the form

(8" =1(&1,8)] :_[( —128;) L(48—2&) (6—128) L(2& —4&,))].
(3.39)

Eq.(3.38) by means of Eq.(3.39) is then expressed as

[kge]e Qs (3.40)

1
ng(l) — 5

an

L
in which, [Kgee = / Egoleof! (£)" dx (3.41)
0
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K. represents the elemental elastic stiffness matrix of the stiffening girder. the subscript e
again stands for "element". Eq.(3.38) is then evaluated by means of Eq.(3.39) resulting in

the following matrix form

12 —-6L —-12 —6L
 Eglg | —OL 4L* 6L 2L

(3.42)
—12 6L 12 6L

—6L 2I* 6L 412

By including the effect of shear deformations in the above used beam element we obtain

the following modified matrix form

[ 6L -12 —eL |
—6L (4+0)L> 6L (2—9¢)L?
gele = 2 4ro) =0 (3.43)
LCA+0) | _1p 6 12 6L
| 6L (2-9)L* 6L (4+0)L% |
12E,.I,
where, ¢ = (ig;) (3.44)
GgellgeL

Ggellge represents the element’s shear rigidity. The finite element method procedure is
based on nodal displacement compatibility, which enables the assembly of the global matrix

out of individual element matrices [158]. This operation is expressed by the following

expressions
N
Kee = Y [Keele, (3.45)
e=1
N
Q=) q,, (3.46)
e=1

where, Q is a column vector matrix of the degrees of freedom of the entire structure.

Similarly the FE model’s strain energy due to stiffness of the girder reads

1
V(1) = 5QTKGEQ. (3.47)

It is recalled that stiffness matrices of this kind are symmetric and banded about the diagonal,

positive definite and consequently invertible.
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Gravity Stiffness Matrix of the Cable

The gravitational energy expression of the cable expressed in Eq.(3.24) is used to derive the
gravity stiffness matrix of the element using again the interpolation function from Eq.(3.33).

The gravitational energy of the cable is thus re-written as

1yt
V)= 1 [ Al 0 (00 ) (3.4

f/ is the column vector representing the slope of the element nodal displacements and is

expressed in terms of the generalized displacements as

() = [[66(&—1) 06 —8) 6b(-&) Lo@h-L) (49

Use of Eq.(3.49) results in the following expression for the gravitational energy

1 N
Vi) =+ Y o kel (.50

e=1

L
keele = H, | £(6)7dx. (3.51)

By means of Eq.(3.49) the above equation can be cast in the following matrix form

36 —3L —36 -—3L

H —3L 41> 3L -I?
Kegle = o (3.52)
-36 3L 36 3L

3L —[? 3L 417

In the same spirit as in the previous section the global gravity-stiffness matrix can be

obtained from the gravity matrices of the individual elements

N
Kcg = Z [kcg]e~ (3.53)

e=1

Thus, the expression for the gravity potential energy of the FE model reads:

1
Veg 1) = 5Q"KcaQ (3.54)
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Elastic Stiffness of the Cable

As was presented in Section 3.2.2, the strain energy stored in the cable due to vertical
vibrational motion is expressed by Eq.(3.22). The cable Eq.(3.14) relates the stretching of
a cable element to the geometric displacement which it undergoes. The additional elastic

cable tension can thus be expressed as

EA. (= (9v.\ (dy 1 = (v, \?
H(t) = — |dx+ = dx. 3.55
0= (%) (@) e[, (5) & e
By linearizing the above equation it is possible to neglect the second order term, which

would thus give

_ EA. =l (ov.\ [dy
H(t) = — | | == | dx. 3.56
(©) Le Jx=0 < ox dx ) (3.56)
Furthermore, due to the following identity
x=I aVC dy w* =l
— || = |dx=— Vedx. 3.57
/x—o (ax) (dx) o Hy Jx—o ¢ o (3.57)

The linearized strain energy expression is reshaped to

3 1H*()L, 1 L, [E.A.w* = 2
Voolt) = = — P vax] . 3.58
)= 3 E A T 2EA | L Ho )i Ve (3.58)

Using the displacement model from Eq.(3.36) the above equation becomes

lEA
Vce(t)_— cLrce

2 L,

o LfT d e W LfT d 5
E — X E — x| . 3.59
= Hw/o e e P Hw/o e Ue ( )

Assembling the nodal displacements of the FE Q = 21!:1 q,, Eq.(3.59) is reshaped to

N

T
_ _lEcAcT NW* LT w* LT
xumizﬂlgmégdlziéqu (3.60)

e=1""W
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By computing the following integral

L 2 2
7 . L -1 L L
f =/ fLdx=|- — = — .61
¢ /oedx {2 2 2 12| (3-61)
and defining
N
fv=) f., (3.62)
e=1
Eq.(3.60) becomes
_ 1 EA. [ w* . w*
V) = 50" |5 (3ot ) (04 )| @ (.69
e w w
Equivalently
- 1
Vee(r) = Q" [Kcx]Q, (3.64)

where K¢r is derived by assembling the elemental stiffness matrices of the cable

Ker = ELA [(;VTL{?}N) (;",—;{f}%)] - (3.65)

The procedure followed in this section leads to a well distributed matrix form, rather than

a banded one as in the other cases, see Appendix B. Physically, this can be explained by
considering the phenomenon of direct interaction among distant cable points caused by the

variation of elastic stiffness.

Inertia Properties

Similar to the stiffness FE formulation, the consistent mass matrices are evaluated for
every element. The displacements within the element are evaluated by means of the same

interpolation functions. Thus, Eq.(3.27) can be formulated as follows

L L
1) =5 Y m /0 (4,7 {7, dx. (3.66)
e=1
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m, is the per metre mass of the bridge. Eq.(3.66) can be reshaped to the form

1|
L(t) =3 | X demmeq. | ,
e=1

where m, is the consistent mass matrix of the element defined as

L
m, = m:/ £ dx.
0

The above equation by means of Eq.(3.36) results in

*
. my,L

Me =120

156
—22L
54
13L

—22L
412
—13L
—3L12

54

—13L

156
22L

—372

13L

22L
412

(3.67)

(3.68)

(3.69)

For the case when rotary inertia is accounted for, the consistent mass matrix takes the

following form

*
- m,L

Me =120

156
—22L
54
13L

—22L. 54
41>  —13L

—13L 156

-3L>  22L

13L

—312
22L
4172

mger

30L

e

36 3L 36 3L
3L 417 3L —I?
-36 —3L 36 -31
3L —1* 3L 417

, (3.70)

where myg, is the mass of the stiffening girder per metre and r, is the radius of gyration of

the element cross section. the first term in equation (3.70) corresponds to the translational

inertia term ,while the second term is due to the rotatory inertia. The global mass matrix

can be populated by assembling the element matrices, similarly to the case of stiffness

matrices
~ N
M = Z ., (3.71)
e=1
and therefore the translational kinetic energy reads
1 -
T,(1) = Q"MQ. (3.72)

2
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Matrix Equations of Motion and Eigenvalue Analysis

Once the bridge model’s FE mass and stiffness matrices are computed , the equations of

motion for the undamped system in matrix form take the following form

MQ+KQ =0, (3.73)

where,

K=Kc+Kcg+Kgeg and M =M. (3.74)

For calculating natural frequencies of the structure, harmonic motion is assumed for the
displacements, which substituted in the equation of motion results in the classical eigenvalue
problem

(K — 0*M){i} = 0. (3.75)

® denotes the circular natural frequency in rad/sec and {ii} denotes the modal shape

vector.

3.2.4 Finite Element Formulation for the Overall Vibrational Frame-

work

The mathematical analysis followed in the preceding sections covered the case of vertical
vibrations. A similar procedure, as already mentioned, can be followed for the cases of
torsional and lateral vibrations, see [2, 1]. The three independent cases are combined
into a single bridge element. The structural FE framework adopted provides a significant
reduction of computational burden because it accounts for the effect of the main cables and
hangers for each deck element indirectly. Fig. 3.4 offers an isometric representation of the
geometry and nodal degrees of freedom of a typical element, which involves 12 DOFs (6
per node).

For the general FE approach the shape functions of the element based on the Hermitian

cubic polynomials express the vertical v, lateral / and torsional ¢ displacements at every
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Figure 3.4 All degrees of freedom of the FE element (orange ¢1, 42,97, gs correspond to
the vertical, green ¢3,94,95,99,910,911 to the lateral and blue gg, g12 to the torsional.

internal point as a function of the nodal displacements ¢q;. 12

v(x) H H, 0 0 0 0 H;y Hy O 0O 0 O q1
Ix;=|0 0 H H 0 0 0 0 Hy Hy 0 0 Db (3.76)
£(x) 0 0 0 0 0 Hs 0 0 0 0 0 Hl |qn

where,

NI*

Hi(x)=1-35 425 Hy(x)= (—xg 3)

Hy(x) =34 25 ( xf x_2> (3.77)
Hs(x)=1-7 6(x) =

3.3 Modelling of Humber and Great Belt Bridges

The validation study of the developed structural vibrational framework aims at reproducing
the modal characteristics of two of the longest span suspension bridges namely: the
Humber Bridge and the Great Belt Bridge. For both cases comparison of the obtained
modal properties will be made to experimentally obtained results or detailed finite element

analyses from the literature.

3.3.1 Description and Structural Modelling of the Humber Bridge

The Humber Bridge in the U.K. was inaugurated in July 1981 and is now the seventh

longest in its own type (single-span suspension bridge) in the world, although when it
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first opened it was the longest and remained so for 17 years. The Humber Bridge, along
with the contemporary Severn and Bosporus Bridge, shares a streamlined low-drag closed
box-girder deck. It possesses a main span of 1410m and side spans of 280m and 530m
linking the small towns of Hessle (north) and Barton (south) and is supported by hollow
concrete heavily reinforced towers. The deck girder is a streamlined steel box section 22m
wide and 4.5m deep with approximately 3.25m walkway cantilevers at each side, resulting
in a main span to depth ratio of 300 to 1. The girders were prefabricated in 18m long
segments with transverse bulkheads, equally spaced every 4.5m, for improving the bridge’s
torsional stiffness. The main cables have a nominal sag of f = 115.5m and one pair of
inclined hangers per box section on each side connects the deck to the main cables via
hinged sockets. Short, widened end box-sections interface to the A-frame rockers at the
supports (towers), which prevent vertical and lateral movement while a rolling leaf type
expansion joint provides roadway continuity while accommodating horizontal movement
[31]. The A-frame supports were designed to permit longitudinal motion and rotation about
the lateral axis to accommodate changes in temperature as well as wind and traffic loading.

The aerodynamic requirements for the bridge at the time were resistance to wind
velocity of 47m/s at deck height and up to 66m/s at the top of the towers. In the design
stage, wind tunnel tests were performed at British Marine Technology in order to investigate
aerodynamic performance of different deck shape alternatives. Later, wind tunnel tests in
Milan [63] were conducted to estimate the aerodynamic coefficients of the as-built Humber
deck section. Full scale measurements in turbulent wind were also performed on the built
bridge by Diana et al. [53] for identifying the real aerodynamic parameters as well as

estimating their uncertainty.

3.3.2 Ambient Vibration Testing

Extensive ambient vibration measurements have been performed on the Humber Bridge.
The original ambient vibration study performed by Brownjohn et al. [30] and the 1990/1991

extended monitoring [31] served for validating simulation software and FE modelling



3.3 Modelling of Humber and Great Belt Bridges 57

procedures. Ambient excitation comes as a result of wind and traffic excitation which is
regarded as a non stationary random process, and the following testing procedures and data
analysis techniques serve to determine vertical, lateral and torsional vibration characteristics
of the deck and towers. Such modelling also provides estimates of structural damping
values for use with the models in response calculations. More recently, an ambient vibration
survey was carried out in July 2008 by a combined team from the UK, Portugal and Hong
Kong [33]. The purpose of the survey was again to identify vibration modes and investigate
the contributions of major bridge components. A further objective of the tests was to test
operational modal analysis procedures and system identification techniques using a wide

range of uniaxial and triaxial accelerometers.

3.3.3 Model Building of the FE Model for the Humber Bridge

Figure 3.5 View of the Humber Bridge [157].

The modelling investigation based on the developed FE formulation considered a range
of different element lengths, ranging from 10 to 150m. It was concluded that in terms of
modal analysis L = 100m long elements for both the main and side spans provide good
convergence with the ambient vibration results. This discretization unavoidably leads to a
slightly altered geometry than that of the real structure Fig. 3.7. It becomes apparent that
the FE model results in a low order structural system comprised of about 120 degrees of

freedom. Previous models of the Humber and Bosporus Bridges produced significantly
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higher order modes, having up to 3500 DOFs [30]. In order to accommodate for the free
rotation about the lateral axis at the tower supports, a hinge pertaining to the g, and gg
DOFs was built into the model. Expansion in the longitudinal direction was not accounted
for at this stage because the axial DOF is not included in the FE framework. The structural

parameters implemented in the FE model are presented in Table. 3.1.

Element Property Value
Young modulus of elasticity E =210 x 10°N/m?
shear modulus of elasticity G =80.8 x 10°N/m?
element length L =100m
half chord width of the deck b=14.25m

girder girder mass mg = 13215kg /m
moment of inertia about horizontal axis I, = 2.09m*
moment of inertia about vertical axis I = 41.24m*
torsional moment of inertia I, = 4.49m*
mass moment of inertia (including cables) [, = 1.05 x 10%kgm? /m
Young modulus of elasticity E.=155.5x 10°N/m?
cross sectional area A. = 0.362m?
half chord distance between cables b. =10.98

cables diameter d. =0.68m

mass of the main cables (both cables)
horizontal cable tension (both cables)
main cable sag

length of shortest hanger cable

me = x3000kg/m

H, =2x3.08 x 108N
f=115.5m

he.min = 17.5m

Table 3.1 Structural properties of the FE model of the Humber Bridge.
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Figure 3.6 Dimensions of the Humber Bridge box girder section [157].
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Figure 3.7 Basic dimensions of the Humber Bridge FE bridge model.

3.3.4 Comparison of Modal Properties for the Humber

Fig. 3.9 and Fig. 3.8 compare the natural frequencies of the vertical, lateral and torsional
modes obtained from the proposed FE model analysis with the field monitoring results
from Brownjohn et al. [30, 33]. For the cases of the vertical and torsional modes only the
modal amplitudes on the deck are presented for plotting purposes. The 2008 testing [33]
aimed at extending the original 1985 testing [30] and considered a more accurate interaction
of the major bridge components (spans and towers). In terms of vertical and torsional
mode shapes the results were very comparable. The lateral vibrational characteristics also
exhibit very close agreement with the experimental results apart from the first mode where

a deviation in the natural frequency is observed.

Experimental torsional
FE torsional modes
modes

T. mode 1: 0.311 Hz T. mode 1: 0.314 Hz

T. mode 2: 0.458 Hz

T. mode 3: 0.650 Hz T. mode 3: 0.696 Hz

Figure 3.8 Comparison of experimentally identified, [33], torsional modal characteristics to
FE results.
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L. mode 1: 0.082

L. mode 2: 0.148
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L. mode 4: 0.426

V. mode 5: 0.240 Hz
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L. mode 5: 0.518 Hz

L. mode 5: 0.535
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V. mode 6: 0.31 Hz

}

L. mode 6: 0.632 Hz

L. mode 5: 0.630

sl

V. mode 7: 0.383 Hz

V. mode 7: 0.386

Figure 3.9 Comparison of experimentally identified, [33], vertical and lateral modal char-
acteristics to FE results. Red boxes mark the modes for which there is deviation between
experimental and FE modelling results.

Fig. 3.9 and Fig. 3.8 compare the natural frequencies of the vertical, lateral and torsional

modes obtained from the proposed FE model analysis with the field monitoring results

from Brownjohn et al. [30, 33]. For the cases of the vertical and torsional modes only the

modal amplitudes on the deck are presented for plotting purposes. The 2008 testing [33]

aimed at extending the original 1985 testing [30] and considered a more accurate interaction

of the major bridge components (spans and towers). In terms of vertical and torsional



3.3 Modelling of Humber and Great Belt Bridges 61

mode shapes the results were very comparable. The lateral vibrational characteristics also
exhibit very close agreement with the experimental results apart from the first mode where
a deviation in the natural frequency is observed.

The choice of element length at L = 100m was based on a structural sensitivity analysis,
in which different element lengths ranging from L = 10m to L = 500m were considered.
Fig. 3.10 presents the natural frequencies of the first and last modes presented in Figures 3.9-
3.8 dependent on the element size. It can be clearly observed that for the first vertical,
torsional and lateral modes the resulting modal frequencies are quite insensitive to spatial
discretization with good accordance to experimental data being attained even for element
lengths of L = 300m. For the higher modes however, as expected, a smaller element size
is required as higher mode shapes are difficult to be effectively reproduced with overly
large element lengths. Using elements of length up to L = 100m is clearly demonstrated
to reproduce the bridge vibrational characteristics when compared to the experimental

monitoring findings.

Mode First First First Seventh Sixth Third
Elemen Vertical Torsional Lateral Vertical Lateral Torsional
length

10m 0.122 0.314 0.082 0.385 0.629 0.689
20m 0.122 0.314 0.082 0.385 0.629 0.691
30m 0.122 0.314 0.082 0.385 0.629 0.692
50m 0.122 0.314 0.082 0.385 0.629 0.693
75m 0.122 0.314 0.082 0.385 0.629 0.694
150m 0.122 0.315 0.082 0.388 0.635 0.728
200m 0.122 0.316 0.082 0.497 - 0.748
300m 0.122 0.317 0.082 - - 0.79
500m 0.294 0.322 0.085 - -

Figure 3.10 Natural frequencies in Hz of lower and higher vertical, lateral and torsional
modes dependent on the structural element size.

From the comparison of modal characteristics the following observations can be drawn:

* The FE procedure results in a very good predictions of the structure’s modal charac-

teristics.
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* The observed difference in the first vertical antisymmetric mode is primarily due to
the coupling of that mode with the deck’s longitudinal motion. It has been estimated
that the mode’s natural frequency ranges from 0.105 to 0.145Hz depending if the
axial motion is free or constrained at both ends of the deck respectively [53]. It was
reported by Rahbari et al. [157] that the A-frame rocker bearings were not functioning
quite as expected in allowing longitudinal motion. This causes the anti-symmetric

vertical vibration mode to be at a higher frequency.

* As seen in the lowest vertical modes the center span and side spans vibrate together,
but in the higher modes the center and side spans vibrate separately. This behaviour
illustrates the effect of the cables during the first few modes of vibration, in which
there is a more pronounced interaction between the side spans and the center span

because of the cable action.

* The first lateral mode is less accurately reproduced by the structural FE framework.
Possible reasons include: a) A more pronounced tower participation for lateral deck
modes. b) The significant low frequency traffic-induced noise in the frequency range
of that mode. c) The mathematical difficulty in expressing in phase and out of phase

motion of the deck and the cables in the lateral model, given the adopted assumptions.

* Prediction of aeroelastic stability boundaries is much less dependent on the structure’s
sway motion. Consequently, it can be concluded that the FE model accurately

captures the Humber’s vibrational footprint relevant to its aerodynamic performance.

3.3.5 Description and Modelling of the Great Belt Bridge

The East Great Belt Bridge (1998, Denmark) crosses the East Channel of the Great Belt and
consists of two multi-span beam type approach bridges leading to a long-span suspension
bridge. A key structural characteristic of this system is that the resulting continuous girder
deck spans over the bridge’s entire length, of 2694m [104]. Suspension bridges of this

type are usually hinged at the pylons, e.g. Humber Bridge, in order to accommodate
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an expansion joint there. When compared to the traditional hinged configuration, the
continuous girder system improves serviceability, reduces longitudinal movements due to
traffic and lateral deflections due to wind.

The Great Belt suspension bridge along with the Humber Bridge (1981, UK) the Severn
(1966, UK) and Bosporus Bridge (1973, Turkey) shares a streamlined flat box girder deck
which reduces construction and maintenance costs while providing comparable rigidity to
truss girders. Streamlined box girders resemble aerofoils in terms of aerodynamics and
are expected to display a similar heave-pitch flutter mode. The hollow deck boxes are
equipped with transverse trusses for improved fatigue resistance, Fig. 3.12. The bridge
has a cable sag ratio 1:9, chosen to reduce sliding forces in the anchorages. The heavy
main cables have an appreciable impact on the structure’s dynamics. Hence, the natural
frequencies for the lower modes are expected to be grouped in a much narrower frequency
band compared to a simple beam structure [104]. Another interesting fact of the Great
Belt Bridge is that for the two approach bridges 32 TMDs were installed for suppressing

vortex shedding each having a mass of 8t (approximately 0.5% of the modal mass). In

Element Property Value
Young modulus of elasticity E =210 x 10°N/m?
shear modulus of elasticity G =80.8 x 10°N /m?
element length L =40m
half chord width of the deck b=15.5m

girder girder mass mg = 15260kg /m
moment of inertia about horizontal axis L= 4m*
moment of inertia about vertical axis L. = 100m*
torsional moment of inertia I, =7.6m*

mass moment of inertia (including cables) I, = 2.47 x 10%gm?/m

Young modulus of elasticity E.=210x 10°N/m?
cross sectional area A, = 0.44m?
half chord distance between cables b.=13.5

cables diameter d. =0.75m
mass of the main cables (both cables) me =2 x 3745kg/m
horizontal cable tension (both cables) H,=2x192x103N
main cable sag f=180m
length of shortest hanger cable hemin = 10m

Table 3.2 Structural properties of the FE model of the Great Belt Bridge.

the modelling investigation of the Great Belt Bridge, it was concluded that good modal
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agreement is achieved using elements of approximately 40m length for the main span and
50m length for the side spans. This resulted in a model having approximately 350 DOFs.
Basic dimensions of the FE model are presented in Fig. 3.13. In order to account for deck
continuity at the tower supports, the degrees of freedom ¢;,g5 and gg,q10 respectively
were considered to be free. Unconstrained degrees of freedom mean continuity, for the
edge elements. The structural parameters implemented in the FE model are presented in

Table 3.2.

Figure 3.11 View of the Great Belt Bridge (photo courtesy www.BRIDGEMEISTER.com).
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Figure 3.12 Main dimensions of the Great Belt East Bridge [198].
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Figure 3.13 Basic dimensions of the East Great Belt FE Bridge model.

3.3.6 Comparison of Modal Properties for the Great Belt

Fig. 3.14 and Fig. 3.15 compare the natural frequencies and shapes of the vertical, lateral
and torsional modes obtained by implementing the FE model with the measured mode
shapes and natural frequencies reported in Larsen [104]. Further modal analyses of the
Great Belt are given in [92]; these are the product of more detailed FE modelling using
commercial packages. The proposed mathematical formulation however results in a model

of considerably lower size while staying within the uncertainty scatter of more complex

Larsen's vertical modes FE vertical modes Larsen's lateral modes FE lateral modes

L. mode 1: 0.064 Hz

V. mode 2: 0.115 Hz

L. . —

V. mode 3: 0.135 Hi V. mode 3: 0.133 Hz L. mode 3: 0.187 Hz L. mode 3: 0.189 Hz

Figure 3.14 Comparison of experimentally identified vertical and lateral modes (left
columns) from Larsen [104] to FE results (right columns). Red boxes mark the modes for
which there is deviation between experimental and FE modelling results.



3.3 Modelling of Humber and Great Belt Bridges 66

models. An equal displacement on the main cables for those cases is expected because the
model assumes inextensibility of the hangers. For the lateral modes only the deck modal
displacements are presented since the cable’s lateral movement is of less interest. It should
be stressed that the implemented linearized theory FE framework predicts no additional
cable tension H,, for antisymmetric deflections of the cable and the stiffening structure.
This is due to the fact that for antisymmetric movement the downward movement on one
side of the centreline of the centre span tends to increase the cable length, while at the same
time the upward movement on the other side of the centre span tends to reduce the cable
length, hence these effects balance one another. As a consequence of the lack of additional
cable tension there is no interaction between the main and side spans for the antisymmetric
modes due to the cables. Any movement of the side spans is because of the continuous
girder assumption. Bridges however often exhibit interaction between side and main spans
both for symmetric and antisymmetric modes, as well as for higher and lower modes [5].
This can potentially compromise the agreement between computed and measured results
for antisymmetric modes. For the Great Belt Bridge case, the first antisymmetric mode
demonstrates strong interaction between the main span and the side spans, which explains
the difference when compared to Larsen’s results. Given the comparison, it is concluded that
the structural model approximates successfully all important modal properties, especially

those crucial for aeroelastic analysis.
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Larsen's torsional modes FE torsional modes

i

T. mode 3: 0.502 Hz T. mode 3: 0.529 Hz

Figure 3.15 Comparison of experimentally identified torsional modes (left column) from
Larsen [104] to FE results (right column).

3.4 Modelling of the Deck Erection Process

Early erection stages of a suspension bridge have been proven to be most vulnerable against
flutter type aerodynamic instability, the main reason being the low torsional stiffness. This
section will focus on implementing the modal vibrational methodology developed and
validated in the previous sections in order to estimate the Humber’s evolution of dynamic
characteristics during the deck assembly process.

The stability during erection is determined by an interplay of frequency closeness,
prominently of vertical and torsional frequencies, and of mode shape coupling, as both must
reach a lock-in at the critical wind speed [27]. In that respect, the ratio of the fundamental
torsional to vertical frequency has been established to be an effective indicator related to
the flutter stability limit [27, 71]. As has been reported with regard to aeroelastic analyses
of different suspension bridges [71] the most critical stage typically takes place when % to
% of the deck is erected. The following are the major factors affecting the structure’s modal

characteristics during erection.
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* The deck’s contribution to torsional rigidity is greater than in vertical rigidity. Conse-
quently, at early erection stages the torsional stiffness is much lower than the final

stages, which has a direct impact on aerodynamic stability limits.

* Vertical stiffness, on the other hand, is less sensitive to the degree of deck completion

and is primarily influenced by the stiffness of the main cables.

* The added inertia with increasing number of deck segments affects mostly the vertical
modes because of the associated lower rotational inertia compared to that of the cables.
The cable mass, at a larger distance from the centre line of the bridge, produces in

fact a higher rotational inertia for the same amount of translational mass.

* Deck elements during assembly are linked by temporary connections which because
of their nature result in higher deck stiffness contribution for the torsional modes

than for the vertical ones.

* The towers depending on the bridge type and erection sequence may have a different
impact on the modes. However, considering that the tower stiffness is much larger
than that of the cables, their influence is estimated to be minimal at the early erection

stages, which are the most aerodynamically interesting ones.

* Stiffness distribution during erection contributes to bringing the torsional and vertical
frequencies closer together at the early stages. It is expected that when 10 — 20% of
the deck is suspended the flutter limit reaches its lowest values. At this point, the
deck is long enough to pick up the aerodynamic excitation force, while torsional
stifftness is low and the ratio of the fundamental torsional to vertical frequency is

closer to unity.

In this part the evolution of natural frequencies during the erection stage of the Humber
Bridge is modelled. The FE modelling of the erection process makes use of the same
finite elements as in the full model. For the non-erected part, the deck’s mass and stiffness

contribution is considered negligible in the structural matrix entries. To account for
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the temporary connections, whose purpose is to avoid locked-in bending stresses, we
consider half the torsional rigidity for all construction stages whereas the flexural stiffness
is neglected altogether [27]. For different deck completion stages, the cable horizontal force
and additional displacement resulting from the added weight must be determined by solving
the nonlinear cable equations [85], see Appendix A. Fig. 3.16 demonstrates the evolution
of the vertical and torsional frequencies and Fig. 3.17 presents the corresponding ratio of
the first torsional to vertical frequency. The ratios presented in Fig. 3.17 correspond to the
cases when because of the temporary connections half or full the deck’s torsional rigidity is
considered. The analysis presented by Brancaleoni [27] is superimposed to the findings.
Brancaleoni’s analysis considered the full torsional rigidity of the deck in computing the

ratio. From the modelling analysis of the Humber Bridge’s erection process the following
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Figure 3.16 Evolution of natural frequencies of the Humber Bridge for the first four vertical
and first torsional modes during deck erection process (measured as a percent of length of
the main span).

observation can be drawn:

* A symmetric deck construction process for the FE modelling was adopted, with

element size 50m, closely following the actual erection sequence.

* The natural frequencies of the vertical modes retain an approximately constant value
during deck assembly as expected. The torsional stiffness increases rapidly during the

initial 40% of the erection process, then remains roughly constant during intermediate
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Torsional to Vertical Freq. Ratio During Erection
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Figure 3.17 Frequency ratio for the Humber Bridge of the first torsional to the first vertical
mode as a function of the deck erection stage.

stages. The stiffness increase at 100% is due to the final stiffening of the provisional

deck connections.

The frequency ratio resulting from this analysis follows a similar trend to that of
Brancaleoni [27], indicating that frequency ratio is close to unity at the early stages

and gradually picks up until when 40% of the main span is erected.

* When the erected deck is very short, torsional and vertical mode frequencies are very
close since they effectively correspond to the in phase and out of phase movement of

the cables.

Fig. 3.18 graphically depicts the fundamental torsional mode at different erection
stages. At approximately 40% there is a clear transition in mode shape because
of added torsional deck inertia, which practically corresponds to a change in the
modal shape of the main cables. The transition in torsional mode shape explains the

flattening of the torsional natural frequency curve.
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Figure 3.18 Evolution of the fundamental torsional mode at progressive construction stages.
The deck torsional stiffness is assumed half its final value and the deck’s flexural stiffness
is neglected due to the temporary connections.

3.5 Discussion and Concluding Remarks

A finite element vibrational framework for capturing vertical, torsional and lateral modal
characteristics of suspension bridges was presented. The most important assumption
associated with the adopted methodology is that the three free vibration cases are considered
independent from one another. It was shown that the adopted methodology results in a
lower order system primarily because it accounts for the effect of the cables and the
suspended structure in a single element. A modelling survey of the Humber Bridge and
the East Great Belt Bridge and comparison to ambient vibration analysis and previous
analytical investigation from the literature testify for a very good agreement in terms
of modal responses. The validation analysis transitioned to the modelling of the deck
erection stage under the premise that a free unbraced suspended deck is more vulnerable to
flutter instability. By mimicking the deck assembly process of the Humber Bridge it was
shown that the evolution of dynamic characteristics can be attained using slightly modified
structural elements. The structural dynamic analysis presented here forms a fundamental
building block for the multi-modal aeroelastic control investigation, which will be the focus

of attention in the following chapters.



Chapter 4

Aeroelastic Bridge Formulation

4.1 Introduction

The discipline of aeroelasticity investigates phenomena in which a moving structure dy-
namically interacts with the surrounding fluid (airstream). From the aeroelastic phenomena
described in chapters 1 and 2 the focus of the analysis presented in this thesis will narrow
down to flutter instability. Flutter is a self-feeding vibrational motion leading to divergent
amplitudes, assuming the system behaves linearly. If the energy input due to aerodynamic
forces during a vibration cycle is larger than that dissipated by damping, the amplitude will
be increased in the following cycle, which will in turn provoke amplification of aerodynamic
forces thus creating a self-excited feedback.

The term flutter, stemming from the aeronautical industry, describes an aeroelastic
interaction in which two degrees of freedom, torsional and vertical, couple together in
a flow-driven unstable oscillation. A rigid aerofoil so constrained as to have only the
flexural degree of freedom does not flutter. A rigid aerofoil with only the torsional degree
of freedom can flutter only if the angle of attack is at or near the stalling angle or for some
special mass distribution and elastic axis locations [68]. One degree of freedom flutter can
manifest itself in long span suspension bridges as a result of complex flow separation as was
indeed the case for the Tacoma Narrows collapse [21]. For the case of modern deck sections

however flutter is expected to result from the coupling of different modes. Experimental
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investigations on wings have shown that at critical flutter speed flexural movements at
all points across the span are approximately in phase with one another and similarly the
torsional movements are also in phase, but the flexural is considerably out of phase from
torsional movement. This phase difference between vertical and torsional movement is an
important ingredient for the occurrence of flutter instability.

This chapter will firstly describe the thin aerofoil theory and then recast these classic
results from potential flow theory in a Laplace domain formulation using a rational function
approximation of the circulatory fluid component. The developed aeroelastic model will
then be transitioned to a finite element form so as to be combined with the structural
vibrational framework presented in the preceding chapter. The resulting model allows for
the estimation of the structure’s aeroelastic characteristics by considering the full multi-
modal interaction in a computationally efficient state space mathematical model. To account
for the effect of the deck’s bluff properties, the experimentally obtained flutter derivatives
approach is then cast in a similar FE form and Roger’s [159] approximation is then used to
express the state-space system in the Laplace domain. The procedure developed is then
implemented to describe the aeroelastic properties of the Humber Bridge and the Great Belt
Bridge, finding very good agreement with experimental estimations. Aeroelastic instability
limits are also computed during the erection stage of the Humber Bridge and the adopted
framework vividly exposes the different mode contributions to the observed aeroelastic

instabilities.

4.2 Aerodynamic Forces on Aerofoils and Bluff Bodies

This section will present the theoretical framework for computing the aerodynamic forces
on a vibrating body in a smooth flow regime. In Sec.4.2.1 Theodorsen’s description of a
vibrating thin plate is presented, which is a mixed description in the time and frequency
domain. Sec.4.2.2, introduces the flutter derivatives formulation, which forms the basis for
bluff body aerodynamics. Theodorsen’s solution is also given in flutter derivatives form.

Sec. 4.2.3 presents the overall framework for the determination of the aerodynamic loading
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problem entirely in the time domain. Although time domain solutions will not be further
pursued in this work, this presentation provides valuable insight into the techniques involved
as well as helps introduce the rational function approximation process, in Sec. 4.2.4, which

will be very useful in subsequent analyses.

4.2.1 The Vibrating Thin Plate

Different definitions have been developed to describe the lift force L’ and moment force
"M’ for a thin aerofoil immersed in an incompressible fluid. Two dimensional flow results
for the unsteady aerofoil problem have been formulated in both the time-domain and
the frequency domain, primarily by Wagner [194], Theodorsen [186], Kuessner [101]
and von Karman and Sears [94]. These results have the advantage of providing an exact
analytic (closed-form) solution for the pressure distribution (hence, the forces and pitching
moments). It is worth noting that although these methods are only applicable for 2-D
and incompressible flow they have traditionally formed the foundations for extending to
subsonic compressible flow [112], as well as providing the mathematical framework for the
introduction of flutter derivatives [175].

Theodorsen’s solution [186], being the most popular and widely used, is concerned with
finding the aerodynamic loading on an 2-D harmonically oscillating aerofoil in inviscid,
incompressible flow, under the assumption of small disturbances. The mechanics of the
physical phenomenon is demonstrated in Fig. 4.1, in which both the aerofoil and its shed
wake are modelled by a vortex sheet. The shed wake is regarded as a flat surface extending
from the trailing edge downstream to infinity. This assumption has little influence on
the results if the motion is small. The circulation in the wake consists of counteracting
vortices. The bound vorticity, Y, is responsible for generating pressure difference and the
corresponding lift force. The wake vorticity, 7,,, on the other hand must be force free with
zero net pressure jump over the sheet.

Theodorsen solved the problem of obtaining the loading, ¥, on the aerofoil subjected

to harmonic forcing conditions. The equations related to the pressure distribution on the
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aerofoil were solved considering the Kutta condition at the trailing edge, ¥5(c,7) = Yw(c,?),
which demands that the flow separates at the trailing edge point. In the case of unsteady
flow, the unsteady Kutta condition is expressed as zero pressure difference at the wake. The

governing integral equation is

w(x,0,t) = i/C de+ | /w de. 4.1
0 c

2o (x—x0) 21 )e (x—xo)

where, w denotes the downwash on the aerofoil. The connection between change in
circulation about the aerofoil and circulation shed into the wake is given by the following
equation

dr'(z)

'YW(C,l)d)C = —le (42)

Assuming the vortices travel downstream with velocity U, this leads to

dr’

U t)=—— 4.3
'Yw(a ) dr’ (4.3)
g
N Vi
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Figure 4.1 Mathematical representation of a harmonically oscillating thin aerofoil.
where, I'(¢) is the aerofoil circulation given by
c
(1) = / v (x,1)dx. (4.4)
0

The changes in circulation about the aerofoil drive the circulation shed into the wake,

See Kelvin’s theorem regarding the conservation of circulation. The wake vorticity changes
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the downwash velocity over the aerofoil and thus the corresponding pressure distribution.
So long as the circulation about the aerofoil is changing with respect to time, circulation is
continuously shed into the wake, being linked to the aerodynamic loads on the aerofoil. If
the shed circulation abruptly stops, the forcing becomes zero and the remaining circulation
in the wake convects downstream to infinity [112]. Theodorsen’s mathematical treatment,
[23], of the dynamic oscillating aerofoil phenomenon concentrates on forming a transfer
function between the forcing (angle of attack) and the aerodynamic response (pressure
distribution, lift and pitching moment). The computed closed form equations express lift
and moment forces (L and M), see Eq.(4.5) and Eq.(4.6), as linear functions of vertical
displacement (heave) and rotation angle and their first and second derivatives (velocity and
acceleration). These equations are derived for an aerofoil of chord ¢ = 2b, in a flow stream
of steady wind velocity U.

L= —pb® [Uno.+ nth — mhad] — 2mpUbC (k) {Uoc-l-h +b (% - a) oc} : (4.5)

1 1
M = —pb? {n (5 —a) Ub6.+ mb? (g +a2) oc} +

2npUb? (a + %) C(k) [Uoc+h+b (% — a) oc] (4.6)

where, the vertical motion, heave, is denoted by % and rotating angle, pitch, is denoted
by a. p is the mass of air per unit volume, b is the half chord of the deck section, U 1is the
wind velocity and ab is the distance from the chord midpoint to the section’s rotation axis,
see Fig.4.2. Without loss of generality considering a symmetric cross section, the rotation
centre coincides with the flat plate’s midpoint @ = 0. The above stated aerodynamic forcing

equations then reduce to the following

L= —mpb® [U6+h] — 2mpUbC (k) [Uowr h+ %0‘] : 4.7
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and
pUda  b*a
M= —qpb* | —= + =
P [ > "3

+npUb*C (k) {Uoc+h+ %ﬂ : (4.8)

The first set of terms in equations (4.7) and (4.8) are due to flow acceleration effects
(non-circulatory or apparent mass effect). The second terms arise from the creation of
circulation about the aerofoil. The circulatory term, C(k) = F (k)4 iG(k) is a complex
valued transfer function, which accounts for the effect of the shed wake on the unsteady
aerodynamic loading. k = %‘” = g—l‘}’ = % is the system’s reduced frequency, where ® is the
frequency of oscillation of the vibration body. The reduced frequency parameter is used to
characterize the degree of unsteadiness of the problem. For k = 0, the flow is steady. For
0 <k <0.05, the flow can be considered quasi steady, meaning that unsteady effects can
be considered small. When, k£ > 0.05, the flow is usually regarded as unsteady. Problems
with reduced frequency of 0.2 and above are considered highly unsteady and the terms

associated with acceleration effects begin to dominate the aerodynamic behaviour [20].

The non-circulatory or apparent mass terms are physically related to the pressure forces

Figure 4.2 Vibrating thin plate model under perturbed deflections o and & from static
equilibrium. Springs K, and K, represent heave and pitch (bending and torsion) stiffness. a,
according to Theodorsen’s convention is measured from the midchord, b is the half chord
length.

required to accelerate the fluid in the vicinity of the aerofoil. The circulatory part is linked
to the shed vortex wake and hence the term in square brackets in equations (4.7) and (4.8).

This contribution represents the instantaneous vertical velocity of the air particle in contact
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with the aerofoil at the three-quarter-chord point of the profile, towards the trailing edge.

. b
Uiajac = {UOC—{—/’Z—I— 7} 4.9)

Furthermore, the circulatory part of the lift Le = 2npUbC (k) [U o+ h+ %a} appears to
be acting on the one-quarter-chord point, however the whole force including the non-
circulatory flow contribution generally does not act there. It can thus be concluded that these
two chordwise points, the one- and three-quarter-chord point, determine the aerodynamic
pitching moment in the unsteady aerodynamic formulation, namely: the unsteady airfoil
behaves in a quasi-steady manner with regard to the circulatory effects as if the angle of
attack were defined at the three-quarter-chord point and the lift is taken at the one-quarter-
chord point [20].

Theodorsen’s function C(k) is expressed in terms of Bessel functions

Ji (k) — i¥; (k)
(1 (k) +Yo (k) — i(Jo(k) = Y1(k))’

C(k) = (4.10)

in which Jy(k), Ji(k), Yo(k) and Y; (k) are Bessel functions of the first and second kind
respectively. An alternative formulation uses Hankel functions defined as H\gz) =Jy—1iYy,

in which gain Jy and Y, are Bessel functions of the first and second kind.

H (k)

CH) = F(R)+i600) = s

(4.11)

The above stated Bessel functions receive the reduced frequency as argument. The real, or

in-phase, part as well as the imaginary, or out-of-phase part, can be expressed as

J1(J1 +Y0)+Y1(Y1 —J())

Fk) = (J14+Y0)?>+ (Y1 —Jo)? '

4.12)

and
1Yo+ J1Jo

Gk =~ (J1+Y)2+ (Y1 —Jo)*

(4.13)
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Theodorsen’s function is plotted in Fig. 4.3 and its amplitude and phase are given by

IC(k)| = VF24+G? and @& =tan"! (g) : (4.14)

respectively.
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Figure 4.3 Theodorsen function plotted in terms of its real and imaginary component.

4.2.2 Thin Aerofoil Theory in Flutter Derivatives Form

The closed form expressions of thin aerofoil theory may result in significant errors if
applied to bluff deck sections. For this reason, the flutter derivatives formulation attempts to
incorporate frequency dependent parameters, more accurately related to reduced frequency,
extracted from wind-tunnel testing in a mathematical framework resembling that of the
classic Theodorsen approach. This alternative form of aerodynamic loading [169, 175]
expresses the lift and moment forces as a linear function of the lateral, p, vertical, 4, and
angular, o, displacements and their corresponding first order derivatives. In this formulation
the contribution is more generally divided into in-phase and out-of-phase components of
the force with respect to p,h,a and their derivatives, instead of distinguishing between
circulatory and non-circulatory effects, as for the aerofoil [37].

As for the thin aerofoil case, for purely sinusoidal motion with angular frequency o,

the following linear relations in the frequency domain, in the spirit of equations (4.7)-(4.8),



4.2 Aerodynamic Forces on Aerofoils and Bluff Bodies 80

were postulated.
1 2 * h * o 2 rr¥ 2 py* h
L:EpU B |KH, i +KH5B i + K Hj0+K“Hy B +

1 2 «( P 2ppx (P
SPUB [KHS (5> +K2H] (5)} . (4.15)

1 e A . L h
M= EpUZB2 [KA1 <5> + KA3B <U) + K Ao+ K2Aj (E)} +

L oo pas (P 245 (P
SPU’B [KAS (5> + KA (5)} . (4.16)

D= SpU%B [KPI (U) +KP;B (5) +K2Pio+ K2P (E)] n

1 2 * h 2 p* h
5PUB [KPS (5> +K*P; (E)} . (4.17)

where H, A7, P’ are the dimensionless flutter derivatives, which are functions of the
reduced frequency K = wB/U, o is the circular frequency and B = 2b is the deck width.
In this format the sway of the drag forces is included, see Fig. 4.4. In the flutter derivative
context as in Theodorsen’s flutter theory, linear superposition of small effects, such as angle
of attack, is assumed. For the case of bridge decks this assumption must be considered as
an approximation only [165].

For a sinusoidally oscillating body the heave and pitch motion can be expressed in the

following form

h=h,e and o= o,el (@9, (4.18)

In Eq.(4.18) the vertical and torsional motion have the same frequency thus indicating

incipient flutter instability. The following identities result as a consequence of Eq.(4.18).
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Figure 4.4 Aerodynamic forces in the context of the Flutter Derivatives framework.

els

= ih azioc h=—0*h 6=—-0*q (4.19)

Through substitution of Eq.(4.19) in the thin aerofoil forcing expressions given in

Eq.(4.7) and Eq.(4.8) the following can be written

L= —npb* [U— w*h] —2npUbIF (k) +iG(k)] [Uoc +h+ %“] : (4.20)
M = —mpl? [bUTO‘ -9 [8’ “} S+ RPUBIF (k) +iG(K)] {Uoc it %0‘] . @2

In equations (4.20)-(4.21) the following substitutions were made: (% — ih, (% — o, —h —
ih and —oo — i&. The resulting equations are in the form of the flutter derivatives

framework.

1 h o h\]
L= EpUzB [KHf‘T <5) +KH;TB (ﬁ) +K*HT o+ K*H;T (1_3) , (4.22)

1 h o h\]
M= 5pUZB2 [KA’;T <5) +KA3'B (E) +K2A3T o+ K2ALT <§> , (4.23)
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where H l-*T and A;-kT are the theoretical flutter derivatives corresponding to the Theodorsen

vibrating aerofoil problem. The drag related terms are of course zero for this case.

H*T = _ZTEfI';(k) A*T — 2]((]()
HT =— % [1 + 400 +F(k)} g [g Gk — KI;(k)]
kK T _ n_ [K? KG(k) @.24)
By =& 2R () - 99K] Ay = m [ 4 F (k) - XG0
* 4G(k % G(k
H4T:§[1+T()} A4T:——n21(<)

Equations (4.22)-(4.23) express self excited forces in real number format. An alternative
approach is based on using complex arithmetic [179]. In complex notation, the physical
displacement and force quantities, by convention, equal the real part of the corresponding

complex quantity. The aerodynamic forces in complex notation are written as
L = o’npb?(Crph 4 bCra), (4.25)

M = &*npb* (bChrph + b*Cpro0L). (4.26)

Similarly to H;* and A}, the four new complex coefficients G, are functions of the reduced
frequency and by comparing the corresponding force equations the following identities can

be established.
_ 2 * cT % _ 2 * Ly
Cun = 2(A;+iA})  Cya = 3(A}+i43) (4.27)

It has been argued [179] that although the real value notation has been traditionally used in
the bridge aerodynamic field, the corresponding complex expressions are more compact
because they can express the phasing internally. In real notation, the velocity terms / and &
need to be added in order to properly account for the phasing. In terms of expressing the

thin plate problem in the complex derivatives form, the following equivalences among the
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complex coefficients and the Theodorsen circulation function are presented.

Cl,=1-3%C(k) C[,=—¢[i(C(k)+1)+FC(k)]
Clp=1iCk)  Choy=%(C(k)—1)+5C(k)+ 4 (4.28)

4.2.3 Extension of Aerodynamic Loading into the Time Domain

The previous approach to the aerodynamic instability problem is based on a frequency
domain framework. However, expressing aerodynamic forces in the time domain is strictly
speaking a more general solution because it can account for non-linear geometrical be-
haviour as well as non-linear behaviour of acting forces. In the aeronautic field, Wagner
[194] first obtained the solution for the so-called indicial lift on a thin aerofoil undergoing
a transient step change in the angle of attack in an incompressible flow. The effective angle
of attack on a thin aerofoil linked to Eq.(4.9) is given by Eq.(4.29), located at the rearward

three-quarter-chord point.

(4.29)

h ba
U' ' 2U

(X3/4: |:(X+_+—_

It can be observed that for the thin aerofoil the terms %, o and %% have equal contribu-
tions to the effective angle of attack. In Wagner’s time domain form the step change in the

effective angle of attack can be expressed as

0, <0
OC3/4 — (430)

ag, t>0
The instantaneous circulatory lift because of this change is then given by the following

equation

L(s) = —%pUzB(zn)ococb(s), (4.31)

where s = % is a dimensionless parameter representing the distance travelled by the

aerofoil in semi-chords. ®(s) is referred to as the Wagner function and has an exact analytic
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expression [68]. In analogy with the Theodorsen function, Wagner’s function accounts
for the effect of the shed wake. The function builds up asymptotically from one half to
a final value as s — oo. In Wagner’s problem, the aerodynamic centre is at mid-chord at
s = 0 and moves immediately to %—chord for s > 0. If the indicial response is known,
Eq.(4.31), the unsteady circulatory loads to arbitrary changes in the angle of attack can
be obtained through the superposition of indicial aerodynamic responses by means of
Duhamel’s superposition integral. Finally, Eq.(4.32) and Eq.(4.33) express the self excited
lift and moment around the midchord of an aerofoil considering both circulatory and added

mass effects.

L(t) = —%pUZB(Zn) (3—(0; +/t D(r —r)(x3/4(1:)dt) (4.32)
1 2., ba ? .
M(t) = —3pUB(5) (—5p + /_ D= T)0 4 (T (4.33)
Where,
. d
O34 = 5003/4@) (4.34)

Although the Wagner function is known exactly, it is not in a convenient analytic form.
Therefore, simple exponential or algebraic approximations have been used for its approxi-
mation. Garrick [69] proposed the following rational approximation, which agrees with the

exact solution within 2% accuracy.

N s+2
- s+4

P(s) (4.35)

Other more accurate approximations, include the R.T. Jones approximation [91], which

agrees within 1% to the exact solution.

D(s) = 1.0 — 0.165¢ %0455 _(.335¢ 703 (4.36)
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Furthermore, The Wagner function and the Theodorsen function are related via the Fourier

transform presented in the following equation
C(k) = (ik) / ®(1)e *dr. (4.37)
0

For the case of bluff sections the time domain formulation can be expressed in terms
of impulse response functions [34, 42, 111, 117], which are in turn associated with the
previously introduced flutter derivatives, Eq.(4.15)-Eq.(4.17). Eq.(4.38)-Eq.(4.40) describe
the general form of aerodynamic self excited forces in terms of convolution integrals of the

uncorrelated impulse response functions.

L) = %pUZ /_’ Il —OR(T) + halt — D) + Iy~ Dp(D] (), (438)
M(r) = %pUZ f [t = Dh(%) + ot = T)eu(%) + Iyt = D)p ()] d(7), (4.39)
D(t) = %pU2 /_too [Ipn(t —t)h(t) + Ipa(t —T)0u(T) + Ipp(t — T) p(T)] d(7), (4.40)

where, Iy(x = Lh,La,Lp,Mh,Ma,Mp,Dh,Da,Dp) are the aerodynamic impulse response
functions. The next step consists in introducing the Fourier transform to Eq.(4.38) which

results in the following expression

2F[L(1)]

e =FIip*h+1Ipo* 0+ Iy % p| = FlIpp) x Fh] + F [I1o] * Flo] + F [I1,,] % F[p].

(4.41)
Repeating the process for equations (4.39) and (4.40), the following matrix form can be

written
F[L(t)] Fllia]  Fllo]  Fllp] | | Flh(1)]

F[M(1)] Z%pUZ Fllu) Fllvo) Fllup)| |Flout)] (4.42)

F[D(1)] Flips]  Fllpa] Flipp]| | Flp(1)]
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Similarly, by using the Fourier transformation on the flutter derivative equations, (4.15)-

(4.17), the following expression in matrix form is concluded.

FIL(1)] K*(H; +iH;) K?B(H; +iH;) KZ*(H}+iH?) | | F[h(1)]
1
FIM(1)] zipUz K?B(A; +iA}) K?B*(A}+iA}) K?B(A;+iAL)| |Fla()]| (4.43)

F[D(t)] K2(P; +iP;)  K2B(P;+iP)  K*(P;+iP:) | |Flp(t)]

Comparing matrix forms (4.42) and (4.43) the following relationships between flutter

derivatives and impulse response functions is obtained

FIip) = Iy = K*(H; +iH})  F[lpa] = K*Bl, = (Hj +iH;

)
F[ILp] = in - Kz(Hg +1H5*) F[IMh] = IMh = BKZ(A4+ IAY )
5)
)

FIva] = Iua = B°K* (A5 +iA5)  F[lup) = Inp = BK*(A} +iAX (4.44)
Fllpy) =Ipn = K*(P; +iP})  Fllpa] = Ipo = K*B(P} +iP;
Flipy) = Ipp = K*(Pg + iF5),
where, I, (x = Lh,La,Lp,Mh,Ma,Mp,Dh,Da,Dp) is given by
I— / L()e . (4.45)
0

Self excited forces for bluff sections can also be expressed in terms of indicial response
functions, ®,, equivalently to equations (4.32) and (4.33) for the thin aerofoil. Equivalences

of the form similar to Eq.(4.44) can also be derived, see [42, 164].

4.2.4 Rational Function Approximation for Time Domain Analysis

In order to compute unsteady aerodynamic forces in the time domain the impulse functions
must be identified. A direct determination of these functions for bluff bridge sections is
laced with difficulties, and the techniques based on wind tunnel testing have not been well
established [42]. The alternative would be to rely on attainable flutter derivatives data
in the frequency domain and derive the impulse functions using Eq.(4.44) equivalences.

A related technical issue however, is that flutter derivatives are determined at discrete
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values of reduced frequency and in order to reverse-transform the Fourier form and cast the
equations in the time domain some sort of continuity approximation needs to take place.
A common procedure suitable for complex couples is based on an approximation using
rational functions [174, 159].

Taking the example of the Fourier transformed lift response to vertical motion, A, the

used form of rational approximation reads

A, jiK

I (iK) = K*(Hj +iH}) = Appo +iK (Apny) + (iK)? (Apno) + Z K Y,
J

(4.46)

Grouping together the real and imaginary parts of both sides of Eq.(4.46) the following

equivalences are obtained

N A ‘K2
Real part:  K2H} = Appo+ Ao (iK)?+ Y 2 4.47
p 4 =Arno+Ana(i Z K7, (4.47)
. Arn,jYj-2(iK)
Imaginary part: K>H' Ath (iK) + L (4.48)
ginary p = J; AT

In Eq.(4.46) the terms Ay.0,Arn,1,ALn2,ALn,j and ¥;_» are frequency independent coeffi-
cients. The first and second terms represent non-circulatory static-aerodynamics and the
aerodynamic damping, respectively; the third term represents the added aerodynamic mass
terms and can be usually thought as a negligible quantity. The rational terms represent the
unsteady component of the flow and approximate the time delay. The additional number of
aerodynamic poles determines largely the accuracy of approximation as well as the number
of the extra states. The rational function approximation can be reformatted in the Laplace
domain by substituting s for i, then the inverse Laplace transform will yield the lift force

in the time domain according to the following equation

1 B . B\>. N
Lh(t) = EpU2 (ALh,Oh(t) +ALh715/’l<t) +ALh,2 (ﬁ) h(l) + Z FLh,j—Z(l)) . (449
=3
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where,
12U

d 5 (1—1:)] ;
Upj2= / Aphj2-e -h(t)dr. (4.50)

Alternatively, I'7;, ;> can be defined as the solution to the following differential equation

[43]

- U .
YJBZ Lo ia(t) + gy jh(t). 4.51)

Tppja(t) =—

The memory term representation of equation Eq.(4.50) depends on the entire time history
of A(t) and, similarly to the Wagner function for the thin aerofoil, depends on the shed
vortices convected downstream. Because of the difficulty in computing the integral of

Eq.(4.50) simplifying formulae for approximate integration have been proposed [26].

4.3 Aeroelastic Stability on a Sectional Bridge Model

In this section the aeroelastic modelling framework of a simple 2-DOF sectional model is
presented. Special attention is given to deriving a high fidelity rational approximation of
the Theodorsen function and expressing the system’s stability as a generalized eigenvalue
problem. The introduction of control tools, such as the root-locus diagram, prove very

effective in the system’s aeroelastic stability examination.

4.3.1 Sectional Bridge Model with Thin Aerofoil Theory

In this section the focus is placed on describing the aeroelastic modelling of a simple
sectional representation of the bridge using thin aerofoil-theory. This model typically
represents the lowest-frequency heave (bending) and pitch (torsional) modes of the structure.

The heave and pitch dynamic equations are given by equations (4.52) and (4.53) respectively
mh + 2me,Cph+ Kyh = L, (4.52)
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L and M represent the aerodynamic lift and moment forces, which for a symmetric aerofoil
can be described by equations (4.7) and (4.8) respectively. my, ®, are the natural frequencies
of the heave and pitch modes and {j,, {, are the corresponding critical damping ratios. The
equivalent spring stiffness is computed by considering the equivalences Kj = mu)%l and
Ko = 1,07 Algebraic manipulation of the preceding formulae leads to the expression of

the aeroelastic problem in the following state space form

0 M—M,, q -K —C+C, q
= +Ec, (4.54)
1 0 q, 0 1 q,
where Z¢ represents the circulatory terms and
m 0 2mw;, ), 0 m(x)% 0
M — . C= . K= , (4.55)
I 0 21,0, 0 L
—mpb*> 0 0 —mpbh*U
M, = o | Coc = oo | (4.56)
0 75 0 -7

By denoting q = {h,a}" the position vector and q, = {/, ¢}’ the velocity vector as well
as introducing the state vector notation x = {q,q,}’, Eq.(4.54) can be expressed in the
following compact form

Ex =AXx+Ec. (4.57)
where,

E, = A, = . (4.58)

Matrices M., C,, contain the non-circulatory terms, added mass and added damping, of

the aerodynamic thin aerofoil expressions.
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4.3.2 Rational Approximation of the Theodorsen Function

The circulatory term E¢ depends on the irrational function C(k) and therefore on the
oscillatory frequency, ®, and hence cannot be expressed directly in a state space form. As a
consequence the traditional approach to aeroelastic stability analysis is based on finding
iteratively wind speed(s) for which sinusoidal solutions to Eq.(4.57) (or alternatively
Eq.(4.54)) exist. For reasons delineated in Chapter 2 this approach is laced with several
disadvantages. However, a rational approximation of the Theodorsen function enables one
to formulate the aeroelastic problem in a state-space form and use analytic devices such as
the root-locus and Nyquist diagrams to assess the stability of the fluid-structure coupled
system without iterative calculations.

By invoking linear least squares approximation methods, an accurate quartic rational
approximation to C(k) was found, whose numerator and denominator coefficients are given
in Table 4.1. More on high-fidelity approximations in unsteady flow problems can be found
in [151]. The poles and zeros of this approximation are given in Table 4.2 and show that
this function is stable, minimum phase and with poles and zeros that interlace along the
negative real axis. It is well known in passive circuit theory that such functions can be

realized as the impedance function of resistor-capacitor networks [79]. The traditionally

numerator terms || denominator terms

0.99592 1
57.018965 62.3044158
623.78848 §° 807.78489 §2

1895.46328 83 3060.67868 §°
1523.247008* 3033.76379§*

Table 4.1 Numerator and denominator coefficients of a quartic approximation to the
Theodorsen function.

used rational approximation to the steady-sate Theodorsen function is attributed to Jones
[91], in which § = % is the reduced Laplace transform variable, Eq.(4.59). The Nyquist
diagrams of the Theodorsen, Jones and quartic approximation are shown in the left-hand

part of Fig. 4.5. It is self evident that the quartic approximation is very accurate with the
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poles Zeros
—0.64340 | —0.77893
—0.24852 | —0.33125
—0.09530 | —0.11143
—0.02162 || —0.02274

Table 4.2 Poles and zeros of the quartic approximation to the Theodorsen function.

lower order Jones function somewhat less so. If one considers the quartic approximation to
be a system, then its step response, shown on the right-hand of Figure 4.5 [23], is the well

known Wagner step response curve.

(4.59)

0.330ms 0.6701t§}

1
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Figure 4.5 The Theodorsen function and its rational approximations. In the left-hand dia-
gram the Theodorsen function [186] is the (blue) dot-dash curve, the quartic approximation
the (red) dashed curve, and the Jones [91] function the (black) dotted curve. The right-hand
diagram is the step response of the quartic approximation - this is the Wagner step response
curve [23].

The circulatory component of the flow for this sectional bridge model is modelled by
a feedback loop, see Fig.4.6, in which the approximation of the circulation function C(s)
is regarded as a transfer function receiving input the velocity at the three-quarter-chord
pointy =U3/4)c = [U o+ o+ %] and generating output y, which is finally translated into
lift and moment by the column vector B. The procedure enables introducing aerodynamic

loading on the sectional model and simultaneously performing a rational function approxi-
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E. x=A.-x+B-u
y=Cx

u=y==C(s)-y Y=Ugac

Figure 4.6 Block diagram of the open loop aeroelastic sectional bridge model. The cir-
culatory component of aerodynamic loading is modelled by a feedback loop with the

Theodorsen function, C(s) as a transfer function; "s" represents the Laplace variable.

mation of the Theodorsen function. An equivalent state space realization A,B,C,D of C(s)
is derived using standard techniques. The number of additional (aerodynamic) states is
four, according to the order of the C(s) approximation used.

The open loop system dynamics for the sectional model are reshaped in the following
generalized eigenvalue form, Eq.(4.60), by augmenting the state space in Eq.(4.57) to

include the aerodynamic states related to the circulatory function

Ex = A%. (4.60)
where,
—2npUb
N 2 2
E_{Ec 0]7 A {AH:BDC BNC]7 B npUb 7 C:{O Ui b/z}- 4.61)
(U § BC A 0
0

Matrices B and C are explicitly derived from Eqns.(4.7), (4.8) and X consists of the
four structural (heave, pitch, and related velocities) plus the four added aerodynamic states
(C1,C2,C3,C4), X = [h,0,h, &, Cy,Ca,C3,C4]T. The system of Eq.(4.60) depends solely on
the wind speed U and its stability for each wind speed can be assessed by computing the
corresponding eigenvalues, as will be explained in subsection, Sec. 4.3.3. More specifically,
the wind speed at which the real part of an eigenvalue becomes positive signifies the onset

of unstable motion.
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The real and imaginary parts of the eigenvalues of Eq.(4.60) are conveniently presented
by a root-locus diagram in which the wind speed U is the varied parameter. Such a diagram
is presented in Fig.4.7 for the sectional representation of the Humber Bridge, which
considers the first heave and first pitch natural frequencies of the structure according to
Figs. 3.9 and 3.8. As wind speed increases, the heave mode damping is increased and the
corresponding complex pair of eigenvalues moves further into the stable left-half plane.
Although the pitch mode is stabilized by moderate winds, it becomes unstable when the
wind speed reaches 65m/s. There is also a real structural mode that represents pitching of
the bridge deck due to steady-state aecrodynamic moment, this is the torsional divergence
mode. When wind speed exceeds 72m/s the bridge deck assuming linear behaviour will
monotonically diverge in a pitching motion due to loss of torsional rigidity. In mechanical

terms its torsional stiffness will be cancelled out by the pitch-related aerodynamic moment.

Root Locus of Sectional Bridge Model

2k ‘ ‘ ,
15+ quu,u“““““Pitchmode .
& ... Heave mode omis T
§ T 72m/STorsiona/ divergepce mode 1
.E 0l=e m.mm_mmm.mnqummumm.' : #cooaoooo oo oo s -
sl |
ok | | . | | .

03 0.2 0.1 0 0.1 0.2

Real part

Figure 4.7 Root-loci of the Humber Bridge sectional model. The wind speed is swept from
Om/s to 85m/s, with the low-speed ends of the root loci marked with "red” hexagons and
the high-speed ends with "blue’ hexagons. The pitch mode goes unstable at approximately
65m /s and the torsional divergence mode goes unstable at approximately 72m/s.

4.3.3 Solution of the State Space Equation by a Modal Approach

Eq.(4.57), in general, can be used to describe the equations of motion for the general
damping case, when the modal matrix cannot diagonalize the damping matrix, i.e. the

non-proportional damping case. The analytic solution in this case inevitably follows the



4.3 Aeroelastic Stability on a Sectional Bridge Model 94

state space approach. Considering matrix E in Eq.(4.57) as invertible, which is indeed the
case for the system described in Sec.(4.3.1), Eq.(4.57) can be expressed in the standard
state space form.

f=A;& where, A;,=E'A (4.62)

Because Eq.(4.62) represents a homogeneous set of ordinary differential equations with

constant coefficients, a solution of exponential form can be postulated.

x(t) = eMx (4.63)

A and x are in this case a constant scalar and vector respectively for every wind speed U.
Introducing Eq.(4.63) in Eq.(4.62) the following well-known algebraic eigenvalue problem
is obtained

ArX = AX. (4.64)

For this case, because of the introduction of aerodynamic damping, matrix Ay is non-
symmetric. The eigenvalues and eigenvectors can be real or complex quantities and the
eigenvectors are not orthogonal, as for the standard undamped case [134]. Because Ay
is real, if Ay is a complex eigenvalue the complex conjugate A is also an eigenvalue.
Furthermore, the eigenvector x, associated with Ay is also complex and the eigenvector
x;, associated with A} is the complex conjugate of xy. Moreover, the adjoint eigenvalue
problem is defined as

Aly =)y. (4.65)

Because detA; = detA,{, the eigenvalues of A,{ are identical to the eigenvalues of Ay.

However the eigenvectors of A and A,Z are not the same. The transpose of Eq.(4.65) is

y A=Ay’ (4.66)

The right eigenvectors x are not mutually orthogonal nor are the left eigenvectors y. How-

ever, the two sets of eigenvectors satisfy a ceratin type of bi-orthogonality which is useful.
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Some algebraic manipulations of Eq.(4.64) and Eq.(4.66) leads to the following identities
[135].
Y'X=1, Y'AX=A, A;=XAY’ (4.67)

where, A = diag[A; A, ...A,] is the eigenvalue matrix. X = [X; X; ...X,] is the matrix of
right eigenvectors and Y = [y, y, ...y, the matrix of left eigenvectors. Eq.(4.67) indicates
that matrices Ay and A are related through a similarity transformation. In the general case,
in which the eigenvalues are not distinct, the matrix Ay is similar to a triangular matrix,
where the triangular matrix is known as the Jordan form, [14].

A solution to the state equations (4.62) can be expressed as a linear combination of

right eigenvectors multiplied by modal coordinates as follows

v=n

X(1) = &1 (t)x1 + &2 (X2 + ... + & (1)% = Y Ev(1)%y = XE(7). (4.68)

v=1

Inserting Eq.(4.68) in Eq.(4.62) and premultiplying by Y7 the following is attained
YTXE (1) = YT AXE(r). (4.69)

using the bi-orthogonality relationships from Eq.(4.67) we obtain the following

E(r) = AE(1). (4.70)

Eq.(4.70) can alternatively be written as a set of independent modal equations of the form

Ev(t) =MEv(r), v=1.2,..n 4.71)

Furthermore, taking the Laplace transform on both sides of Eq.(4.71) yields the following

sZy(s) —&v(0) = AW Ey(s). (4.72)
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where Ey(s) = Z&,(¢) is the Laplace transform of &y(z), and &, (0) is the initial modal
coordinate. The latter can be obtained by setting = 0 in Eq.(4.68) and premultiplying by

yZ(¢) as well as using the identities of Eq.(4.67).

Ev(0) =yIx(0), v=1,2,...n (4.73)

Where x(0) is the initial state vector. From Eq.(4.72) it is obtained

Zy(s) = s—lk\, £0(0) = & (1) = 2By (s) = ME(0), 474)

which can also be written in the following matrix form
E(r) = ME(0) — x(1) = XeME(0). (4.75)

Moreover, because &(0) = Y?x(0) Eq.(4.75) becomes
x(r) = XeMYTx(0). (4.76)

Because A is diagonal then e = diag[exit |. Consequently the convergence of the solution
to the original state space equations (4.62) dependents on the convergence of every e’ (i=
1,2,..,n) term. If an eigenvalue has a positive real part this would translate to divergent
motion. The root locus diagram as presented in Fig. 4.7 is a useful tool for assessing stability.
The eigenvalues of the system are a function of the wind speed and consequently the
wind speed at which an eigenvalue becomes positive determines the aeroelastic instability

boundary.

4.4 Aeroelastic Stability on the Finite Element Model

The analysis presented in this section extends the preceding sectional aeroelastic formula-

tion to the FE bridge model, developed in Chapter 3. Sec. 4.4.1 presents the FE aeroelastic
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framework based on Theodorsen’s aerodynamic theory. Sec. 4.4.2 extends the latter ap-

proach for the more general flutter derivative case. These mathematical descriptions are

cross-validated using models for the Humber and Great Belt Bridges. The computed

numerical aeroelastic predictions from the model are compared against experimental and

analytical results from the literature.

4.4.1 Finite Element Model with Thin Aerofoil Theory

In order to include the aeroelastic forcing in a general FE procedure, distributed lift and

moments are considered for every element. The procedure followed here assumes lumping

of the distributed forces at the nodes of the element, Fig. 4.8. The aerodynamic mass and

damping matrices, in comparison to Eq.(4.56) are of dimensions 12 x 12, and have the

following form.

StartNode

—Tcpbz 0
——
vertical
T 4
0 3 pb
——
E torsional

—nphz
——
vertical

T 4
——pb

3 p!
———
torsional

EndNode

StartNode

—mpb’U
——
vertical

kS
3 pb3 U
[—
torsional

—npb3 U
——
vertical

T
- pb’U
——
torsional

—_—

EndNode

The non-zero entries correspond to the heave and pitch related degrees of freedom, 1, 6, 7

and 12 according to Fig. 3.4. Matrices M,,c . and C,,. . can be added at the corresponding de-

grees of freedom similarly to the structural matrices. This results in the global aerodynamic

mass and damping matrices M, and C,

N
Ma - Z Mnc,ea

e=1

N
C.=Y

e=

4.77)
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Figure 4.8 Lumped aerodynamic lift and moment forces. L is the aerodynamic lift and M is
the aerodynamic moment. ¢ is the element length.

Consequently the equations of motion in a FE format, in correspondence to the sectional

case Eq.(4.54), take the following form

0 M—M, Q -K —-C+¢C, Q
= +Zc, (4.78)

1 0 Q, 0 I Q,

where Q is a vector containing the degrees of freedom of the bridge structure and Q, the
related velocities. The corresponding state vector is defined as x; = {Q, Q,}7. In order
to model the non-circulatory part of aerodynamic forces, as an extension to the sectional
case presented in Fig. 4.6, a feedback system is devised with as many feedback loops as

elements of the FE model bridge model, Fig. 4.9.

Pre(s)
E.i = A+ Bu
] y=Cx ] ’_)
ui(s) yi(s)
u(s) o y(s) 01:(5>
| =42+ By |_| Ci(s)
— (5 o ()
S C,(s) = s
(a) o

Figure 4.9 (a) Block diagram of the sectional open-loop aerodynamic system. (b) Block
diagram of the open-loop FE model. Pyc(s) is the aeroelastic model without the circulatory
terms, and C;(s) are Theodorsen function approximations for each deck element.
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Similarly to the sectional case the dynamic equations of motion for the finite element

system can be expressed in the form

E X, = A R,, (4.79)

where,

E, 0 A +B,D,C, B,C,
E, = . A= N L (4.80)
0 1 B,C, A,

in which A, = diag(A), B, = diag(B), C,; = diag(C), D, = diag(D). %, consists of the
structural states, their velocities as well as the aerodynamic states related to the approx-

imation of circulatory functions (namely there are four aerodynamic related states for

every element, because of the fourth order approximation of the Theodorsen circulation

function).
—2npUb
' start node
X X
/ npUb?
— U U 1 b 1 b N
Ce—()...g()...72 ZE"'Z’Be_Q
—_——— —— —27‘chb
start node end node start node end node
end node
npUb?
4.81)

Matrices C, and By are derived explicitly from the aerodynamic loading of the Theodorsen
equations. The C;(s) transfer functions, same for every element, receive structural response
yi(s) as input and generate outputs y;(s) = u;(s). Matrix C, reconstructs these structural
responses in the FE framework. The u;(s) components are translated into lift and moment
node loading by means of the B, matrix. Eq.(4.81) presents the elemental form of C, and
B, C. and B, respectively. C, has both displacement and velocity terms. For the B, case,

the velocity related part is zero.
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4.4.2 Finite Element Model considering the Flutter Derivatives Ap-
proach

The flutter derivatives based FE aerodynamic formulation neglects the drag associated
terms, in order to be comparable to thin aerofoil theory. Hence equations (4.22) and (4.23)

are used, which can be expressed in the following matrix form

KH; B ~ K2Hi g0 prs

L 1 L KH;E h 1 L K°H. h
= PU’B o 2 +5PU°B B 3

M =t BKA}L & K?A; K*A%B o

(4.82)

Assuming purely oscillatory motion, the following substitution can be made in Eq.(4.82):
(h = iwh , & = iow), in the spirit of Eq.(4.19). The reduced frequency terms are denoted

by: K =2k = %. Given these substitutions the following expressions are attained

L [ K’H; +iK?H;  B[K*Hj + iK>Hj] h
= 5P
M 2 BIK2A%+iK2AY] BYK2A%+iK%A3) | | «
2 : h
= U?-Q(iK)- : (4.83)
(04

The following step consists of employing Roger’s approximation [159], for approximating
the Q(iK) matrix. Roger’s expression is of the form

N Pj-iK

Q(iK)=Py+P;-iK+P, (iK)>+Y —L—.
(iK) (iK) LK+

(4.84)
Matrices Po, Py, P2, P; as well as the coefficients y;  are frequency independent, and for the
sectional model case have dimensions 2 x 2. These can be computed by fitting against wind
tunnel experimental data, for the associated deck section, for a finite number of frequencies
for which tabular data are available. Note that Py, P, P, are related to the non-circulatory
stiffness, damping and inertia (added-mass) respectively. On the other hand, P; and y; »

are related to the circulatory component of aerodynamic forces. N — 2 is the number of
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poles used in order to fit the circulatory component. In this work four poles are used for
consistency with the order of approximation of the Theodorsen function. The poles y; >
are usually preselected in the range of reduced frequencies of interest. The fitting process
in our case follows a least squares process. More details on this procedure can be found in
[174]. However, the pole parameters can alternatively be selected through an optimization
process for minimizing the total least-squared error summed over a range of frequencies.
In our case, the inclusion of the poles in the optimization process resulted in marginal
improvement in fitting the data with disproportionate requirements in computational efforts.
Hence the following analysis considered the poles to be fixed parameters, adjusted through
trial and error.

The preceding rational function approximation of the aerodynamic transfer function can
be extended in the Laplace domain by substituting s for i® [43]. The expression of forces as
functions of s means that aerodynamic forcing holds not only for sinusoidal motion, but for
arbitrary motions as well (s not on the i® axis). This logical leap is founded on the notion
of analytic continuation. The process effectively seeks to find analytic functions which
agree with the aerodynamic forcing functions at all values of frequency [174]. However,
there are only a finite number of frequencies at which tabular data are available; hence the
process is an approximation. The validity of this assumption lies in the fact that phenomena
such as flutter occur for points in the complex s—plane which lie along the i® axis. The

equations of motion for the sectional model in the Laplace domain can be written as follows

(Ms?+Cs+K)q(s) = U?Q(s)q(s) (4.85)
) B 2 (B 2N Ps i
= U <P0+P1sU +Pys (U) +) —g T q(s)

. Eq.(4.85) can be cast in a standard state space form by employing the inverse Laplace
transform. In this process the resulting augmented aerodynamic states are defined by X, ;(s)

in the Laplace domain. Their final form is attained through the following manipulation

B
ST R U
X,i(s) = y > Xyi(t) =q(t) — =Y, 2X,i(f). 4.86
j(s) SlB] 'ijZq(s> j( ) q( ) B’YJ 2 j( ) ( )




4.4 Aeroelastic Stability on the Finite Element Model 102

The final state space formulation reads as follows

q 0 I 0 0 0 o | q

i ~M 'K —Mm'¢c M 'P; UM 'P, UM 'Ps UM 'Pg q

X3 B 0 I — ()1 0 0 0 X3

X [ 0 I 0 — (%)l 0 0 Xa4

X5 0 I 0 0 — (%)t 0 X5

X6 0 1 0 0 0 — (%)l X6
(4.87)

where the following definitions apply: M =M — U?P; ( 5)2, C=C-U?P;(2) and
K =K-U?P,.

The extension of the flutter derivatives approach to a FE format follows a similar
procedure to the thin aerofoil case. Equations (4.22) and (4.23) are lumped at the end nodes
of each element, as shown in Fig. 4.8. In this case matrices Pg ., P .,P> . associated to the
non-circulatory aerodynamic terms have dimensions 12 x 12. The corresponding global

matrices can be added similarly to the structural matrices.

N N N
Pis=Y P Pig=)P. Pi=) P, (4.88)

e=1 e=1 e=1

The summation operation again follows the FE sense. Because the added aerodynamic
states X, j = 3..6 are associated with only the heave and pitch degrees of freedom at each
node, matrices P; ., j = 3..6 have size 12 x 4, see Eq.(4.89).

The preceding formulation following Roger’s approximation introduces 8 extra aero-
dynamic states per node, four heave-related and four pitch-related following the number
of poles used. In the thin aerofoil FE framework four additional aerodynamic states per
element were used, related to the four poles for the approximation of the Theodorsen

function. Thus, in the latter case the aerodynamic state dimension is halved when compared
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to the flutter derivatives approach.

heave

Pl P2 0 0
~~

J J
pil PP .
P = J J FE extension Pj o= { pitch
= =
21 p22 2 11 12
P Pj o o P P
~—

heave

21 22
o o P¥ P
~—

pitch

(4.89)

4.4.3 Aeroelastic Boundary Predictions for the Humber and Great

Belt Bridges

Humber Bridge

Considering the framework developed in Section 4.4.1 the stability of the open-loop system
of the Humber Bridge FE model is assessed. Fig. 4.10 shows the corresponding root-locus
diagram, similarly to Fig. 4.7 for the associated sectional case, in which the wind speed
U is again the swept parameter. In this analysis the structural damping matrix is derived
assuming a Rayleigh proportional damping model C = ayM +ax K. The parameters ays, ax
are chosen so as to result in a 1% critical damping ratio for the first vertical and torsional
mode in the completed stage.

It can be observed that as wind speed increases, the damping of the heave modes
increases and the corresponding complex pair of eigenvalues moves further into the stable
left-half plane. The first torsional mode, although stabilized at moderate winds becomes
unstable when wind speed reaches 65m/s. Similarly, the second torsional mode reaches
the flutter boundary at 99m/s. There is also a real structural mode that represents pitching

of the bridge deck due to steady-state aerodynamic moment, this is the torsional divergence
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Open System Root Locus
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Figure 4.10 Root locus of the Humber Bridge. The wind speed is swept from 0 m/s to
100 m/s, with the low-speed end marked with a green plus and the high-speed end with a
magenta plus. The first flutter mode, starting at O m/s as the 1st torsion mode, becomes
unstable at 65 m/s. Torsional divergence instability occurs at 72 m/s.

mode. When wind speed exceeds 72m/s the bridge deck assuming linear behaviour will
monotonically diverge in a pitching motion. In mechanical terms the bridge’s torsional
stiffness is ‘cancelled out’ by the pitch-related aerodynamic moment. The critical flutter
speed estimation using thin aerofoil theory is in agreement with the experimental investi-
gation given by Diana et al. [53], in which the flutter speed is estimated at 57m/s with an
accumulated error of 12%.

Fig.4.11 presents the evolution of the natural frequencies and damping ratios for the
first two torsional modes and the first four vertical modes. It can be observed that at in
the vicinity of the first flutter speed at 65m /s the natural frequencies of the first vertical
symmetric, the first torsional symmetric and the second vertical symmetric converge in
value. It is however the damping ratio of the first torsion mode that becomes negative at
the critical flutter wind speed, whereas the damping of the vertical modes increases with
increased wind speed. Similarly for the second flutter mode it is seen that the natural
frequencies of the second torsion mode, the first vertical antisymmetric mode and the first

symmetric vertical mode converge in value near the second critical flutter speed.
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Figure 4.11 Evolution of the natural frequencies and damping ratios for the first two
torsional modes and the first four vertical modes with the wind speed swept from 0 m/s to
100 m/s.

Humber Bridge during Erection

A similar procedure is followed during erection the of the Humber Bridge. Fig.4.12 shows
the modes shape of the first vertical symmetric mode during the erection process with
reference to the completed Humber Bridge. As a result of modelling assumptions, the
vertical displacement of the deck is assumed equal to the vertical displacement of the
cables. For visualisation purposes, the cable displacement at locations where the deck is
yet to be erected is shown as a deck displacement in Fig. 4.12. This symmetric erection
process mimics the actually deck construction as reported in [27] and [142]. The flutter
and torsional divergence stability limits are shown in Fig.4.13 for the adopted erection
process. The Rayleigh damping parameters ay;,ax are chosen so as to result in a 0.5%
critical damping ratio for the first vertical and torsional mode, recalculated at every stage of
the erection process. The flutter limits reported in Brancaleoni [27] are superimposed on

the figure for comparison.
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3% Main span erected 52% Main span erected

Figure 4.12 Humber Bridge, mode shape evolution of first symmetric vertical mode for
different erection stages. Erected deck segments denoted by red solid line.

Aeroelastic stability limits during erection
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Figure 4.13 Aeroelastic stability limits as a function of deck percentage completion.

During the erection process the evolution of the bridge’s stability characteristics is
related to the interplay between the critical modal frequencies and their mode shapes. It has

become evident that there is a strong correlation between the torsion/heave frequency ratio,
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as shown in Figures 3.16 and 3.17, and the first flutter mode stability limits presented in
Fig.4.13. The abrupt change in the flutter curve of Fig. 4.13 is associated with the change
in the first torsional mode illustrated in Fig. 3.18; this change is apparently a result of
increased deck inertia. The distinct peak reported in Brancaleoni [27] is not reproduced by
the present aeroelastic model, which recognises the full-bridge multimodal interactions,
and consequently, results in a more realistic and accurate prediction of the stability limits.
The results do, however, show that the Humber Bridge exhibits low critical flutter speed at
10-20% completion. When the partially erect deck is short, the oscillating mass is large
because of the mass of the cables and a large structural inertia results. Also, a short deck
section results is relatively small aerodynamic forces, which explains why the flutter speed
is high in the early stages of construction. At reduced torsional stiffness the vertical and
torsional vibration frequencies are close together. As the aerodynamic forces increase
with increased deck length the flutter speed drops drastically. It has been suggested that
a favourable erection sequence can improve the bridge’s aeroelastic performance during

erection, as has been examined in [71]

4.4.4 Great Belt Bridge

The aeroelastic modelling of the Great Belt Bridge was pursued both using thin aerofoil
theory of Section4.4.1 and the flutter derivatives approach of Section4.4.2. Again the
Rayleigh damping model is used with the ays,ax parameters resulting in 1% critical
damping ratio for the first vertical and torsional mode. The experimental data used for the
flutter derivatives approach were obtained at the water channel of the University of Hamburg,
first reported in Starossek et al. [181] and later in [120]. The graphs in Fig. 4.14 represent
the four flutter derivatives H* and A* , according to equations (4.22) and (4.23). The
corresponding thin aerofoil derivatives for the equivalent deck section based on equations
(4.24) are also presented in the graphs. The horizontal axis is expressed in reduced velocity

which is related to reduced frequency quantity according to the relationship f% = %
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Figure 4.14 Comparison of H* and A* flutter derivatives based on thin aerofoil formulation
with the experimentally obtained data from the Great Belt Bridge [120].

Fig. 4.15 demonstrates the effectiveness of the fitting process for the O matrix, Eq.(4.84),
terms. The comparison is made when the thin aerofoil derivatives and the experimentally
derived derivatives are used. The rational function approximation process results in a
very accurate fit for the thin aerofoil case. This is because the data points, following
closed form analytical expressions, fall into smooth lines. As expected, the more irregular
experimental data are more difficult to fit, however as seen in Fig. 4.15 the approximation
error is reasonably small. Further improvement can be attained by increasing the number
of aerodynamic poles, however this would in turn increase the order of the state space
equations. Comparing the shape of the terms in the Q matrix when using thin airfoil theory
and flutter derivatives, it can be noticed that Q>; demonstrates a different slope in the two
cases. Q11, Q12,02 on the other hand follow a similar pattern although values can be quite

different.
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Figure 4.15 Roger’s approximation for the four terms of O when thin aerofoil (a) and
experimental flutter derivatives (b) are implemented.

Fig.4.16 presents a comparison of the root-loci of the full bridge when using thin

aerofoil theory and flutter derivatives approach. The similarity of aerodynamic behaviour

and the assumption that the streamlined box girder under investigation resembles the

behaviour of a thin aerofoil is apparent. Both thin aerofoil theory and the use of flutter

derivatives are very close in their prediction of the flutter critical wind speed (82m/s vs.

81m/s). Torsional divergence is estimated at 90m /s using thin aerofoil theory and 104m/s

using flutter derivatives. The latter discrepancy is because in the actual Great Belt bridge
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Figure 4.16 Comparison of root-loci for the Great Belt Bridge using thin aerofoil theory
and flutter derivatives. The wind is swept from 0 (magenta hexagon) to 100m/s (green
cross). The black circles correspond to the use of thin aerofoil theory and the blue crosses
to the use of flutter derivatives. Thin aerofoil theory predicts flutter at 82m/s and flutter
derivatives at 81m/s.

section Czlwo in Eq.(1.1) is lower than the theoretical value for a thin plate, which is /2.
Furthermore, in flutter conditions the reduced frequency was estimated to be about k = 0.24.
As mentioned already, for kK > 0.2 the conditions are considered strongly unsteady [112]. It
was estimated in this case that using quasi steady aerodynamic theory [42], would result in
an error for the prediction of flutter limits of about 20%.

Fig.4.17 presents the transient response of the main span’s midpoint due to an initial
vertical perturbation for different wind speeds. For wind speeds below the flutter speed the
motion gets damped very quickly. For wind speeds above the flutter speed one can observe
an exponentially growing oscillatory motion and for wind speeds above the divergence

limit the systems becomes unstable in a both divergent and oscillatory manner.
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Reference Flutter Velocity
[92]: numerical, flutter derivatives, 2 modes 90m/s

[92]: numerical, flutter derivatives, 18 modes 62m/s

[46]: numerical, flutter derivatives, 2 modes 83m/s

[46]: numerical, flutter derivatives, 6 modes 97m/s

[104]: wind tunnel section model 70 —74m/s
[104]: wind tunnel taut strip model 72m/s

[104]: wind tunnel full bridge model 70 —75m/s

[104]: numerical, flutter derivatives from section model 75m/s
[104]: numerical, flutter derivatives from taut strip model  79m/s

this work: numerical, flutter derivatives, all modes 81m/s
this work: numerical, thin aerofoil, all modes 82m/s
this work: numerical, flutter derivatives, 2 modes 75m/s
this work: numerical, thin aerofoil, 2 modes 75m/s

Table 4.3 Estimation of flutter velocities of the Great Belt Bridge from literature.

Transient Response of vertical displacement at the Midpoint
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Figure 4.17 Mid-span vertical transient behaviour due to initial vertical displacement in
different wind conditions. The initial perturbation has its maximum of 1m at the Mid-span
point.

Flutter speed estimates for the Great Belt Bridge have been reported elsewhere [92]
but these predictions have a large scatter, ranging from 62 to 97m/s, see Table 4.3. The
table gives a summary of these results as well as the values predicted by the proposed
analytical framework. Flutter speeds based on an equivalent 2-DOF, heave-pitch model,
both using thin aerofoil theory and flutter derivatives are included. The predicted flutter
speed using the 2-DOF model is the same as Larsen’s analytic flutter prediction using flutter

derivatives (measured on a sectional model)[104], which was based on a two mode routine
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with allowance for the mode shapes of the basic symmetric bending and torsion mode. The
higher critical wind speeds obtained with the full structural modes can be attributed to
multimodal behaviour with higher vertical modes participating in the first flutter mode as

will be discussed in the next chapter.

4.4.5 Discussion on the Applicability of the Theodorsen Model

In the preceding sections aeroelastic stability limits were evaluated both using the Theodorsen
model and the Scanlan model, Flutter Derivatives approach. For the case of the Great Belt
Bridge it was demonstrated that although the experimentally derived flutter derivatives
deviate quantitatively than the ones predicted by thin aerofoil theory, the aeroelastic flutter
limits are very close for the two cases. In the following chapters the Theodorsen model
will be exclusively used in order to account for the aerodynamic influence of the flaps for
controlling deck motion, because of the choice of the Theodorsen-Garrick transformation
[187] to model leading and trailing flap contributions, which is based on thin aerofoil
theory.

The question however of quantitatively assessing the streamlined performance of bridge
decks is a long standing one. In their pioneering work Scanlan and Tomko [169] tested
20 deck forms and obtained their aerodynamic derivatives, which were also graphically
compared to the thin plate performance. From their analysis is becomes evident that truss-
stiffened cross sections and similar to the Tacoma bridge H-sections have a fundamentally
different performance than the one predicted by the Theodorsen model. In most of the cases
however, when box girder deck sections are employed the flutter derivatives trend mimics
quite effectively thin plate behaviour. In this analysis it was also revealed that the most
striking difference between aerofoil and bridge deck response is due to the A3 derivative,
which while differing among bridges, will differ drastically for certain types of bridge
decks when compared to an aerofoil. The single most outstanding effect is the A3 sign
reversal presented in a variety of bridge decks, which determines their intrinsic proclivity

towards single-degree torsional instability similar to the Tacoma destructive mode. This
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phenomenon is not possible for unstalled aerofoils and for streamlined deck forms such as
the ones used for the Humber and the Great Belt Bridges.

More recently several researchers have examined the applicability of stability indices
[98, 18], defined as the ratio between the critical flutter speed of a given experimental
section and the critical flutter speed using the equivalent thin plate model. The stability
index is normally within the range (0.4-0.8) for bluff bodies and (0.8-1.1) for streamlined
sections; larger values up to 1.25 can be reached for streamlined slotted profiles [18, 75].
Furthermore, Matsumoto [129] proposed an iterative "step-by-step" method to predict
flutter instability, which has the advantage of highlighting the stabilizing role of each flutter
derivative individually. In particular for coupled flutter the destabilizing effect of A} and H3
derivatives is shown. On the other hand, H{ and A3 are of importance for heaving-branch
and torsional-branch instabilities respectively. Matsumoto also examines the bluffness
effect on 2-D rectangular prisms with various side ratios %, B is the longitudinal length of
the prism and D is its height, in relation to torsional flutter and coupled flutter.

Chen at al. [44] showed that flutter derivatives are only slightly dependent on amplitude
and frequency under small vibrations. Nonlinear characteristics of aerodynamic forces
were also investigated. Results indicate that the response of a thin plate and streamlined
sections are close to linear behaviour, however the response of bluff sections contains a
relatively large contribution from higher order harmonics even at small amplitudes. More
recently Gouder et al. [78] compared the aecrodynamic derivatives of an experimental box
section having B/D ~ 11 and confirmed a relatively good agreement with the Theodorsen

model predictions.

4.5 Discussion and Concluding Remarks

This chapter placed emphasis on recasting classical results from potential flow theory in
a form suitable for control analysis and design in the Laplace domain. The procedure
is extended to a finite element framework and implemented to the case of the Humber

Bridge finding good agreement compared to previous experimental and analytic studies.
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The aeroelastic finite element procedure was also modified to consider experimentally
obtained flutter derivatives. The analysis revealed that for bridges having streamlined deck
girders, such as the Great Belt Bridge, the system’s aerodynamic behaviour is similar
to that predicted by thin aerofoil theory, thus supporting the validity of the latter for
all the following control analysis. Considerable attention was given in the aeroelastic
modelling of the deck erection process of a suspension bridge. For the case of the Humber
Bridge, aeroelastic limits during erection are in agreement with prior analyses based on
sectional models, but also suggest that higher-order modes have a beneficial effect on the
critical flutter wind speed. The combination of the developed structural and aerodynamic
framework allows for a full bridge aeroelastic analysis by considering the structure’s full
multi-modal behaviour in a computationally efficient manner. This framework is also

advantageous for the subsequent active and passive control analyses.



Chapter 5

Active Aeroelastic Control with moving

Flaps

5.1 Introduction

The current chapter employs the previously developed aeroelastic bridge modelling frame-
work in order to investigate an active control scheme for flutter and torsional divergence
suppression. In order to account for modelling errors and uncertainties while designing the
controller, elements from robust control theory are invoked. The stability and robustness of
the bridge when fitted with flaps controlled by optimal and suboptimal H.. controllers is
discussed for varying lengths of control surfaces along the suspended span as the optimum
configuration for aerodynamic performance is investigated. More specifically, the process
aims at optimizing the closed-loop system’s robustness to uncertainties, which can be inter-
preted as uncertainty in modal characteristics or aerodynamic parameters. The goal is to
establish an active control strategy that results in a minimum area of control surfaces along
the span while attaining good robustness characteristics. It will be shown that although this
approach significantly improves the structure’s aerodynamic response, there is a clear loss
in uncertainty tolerance for wind speeds higher than the torsional divergence boundary. The

controller effectiveness is also demonstrated through time domain simulations following the
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application of displacement initial conditions. Experimental work carried in conjunction

with this analysis is presented in [78].

5.2 Flap Aerodynamic Modelling

5.2.1 Flap Aerodynamic Contribution on a Sectional Model
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Figure 5.1 Transformation of the Theodorsen-Garrick wing-aileron-tab configuration into a
controlled bridge deck. (a): The wing pitch angle is @, the aileron angle is 3; and the tab
angle is B;, U denotes the wind speed. (b): The leading flap angle is [B;, the deck angle is o
and the trailing-edge flap angle is [3;.

The sectional aeroelastic model described in Section 4.3 is here extended to account for the
aerodynamic contributions of leading-and trailing-edge flaps. The analytic procedure is
based on the transformation of the wing-aileron-tab configuration originally proposed by
Theodorsen and Garrick [187]. This transformation is graphically depicted in Fig.5.1. In
the new configuration the aileron becomes the bridge deck, the wing the leading-edge flap
and the tab becomes the trailing-edge-flap.

The presented transformation is considered in combination with equations (22) and

(23) in [187], in which [ and m are set to zero. The general aecrodynamic expressions are
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presented in Chapter 6 for a more general case. In order to re-level the bridge, and return
its mass centre to the correct position, pitch and heave correction must be applied. The
first step involves the use of a negative value of ¢; to replace c;, which transforms the wing
into the leading-edge flap and the flap into the main deck. This change leaves the main
deck at an inclination of o+ 3; and with a heave offset of ¢;b[3; in the mass centre. In order
to correct the heave and pitch offsets, the whole assembly must be rotated through —f3;
and elevated through a vertical distance of ¢;bP; [79]. For the system depicted in Fig. 5.1
the inertial properties of the flaps were neglected and only their aerodynamic influence on
the lift and moment applied on the deck was considered. This simplifying assumption is
based on the premise that the mass of the flaps should be kept considerably smaller that the
mass of the deck in order to minimize the additional dead load. Furthermore, because the
following analysis will focus on active control it is expected that the controller motors have

sufficient power to adjust the flaps angles [3; and f3;.
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Figure 5.2 Aerodynamic derivatives for the trailing-edge flap. The blue dashed curves (red
solid) correspond to the real (imaginary) parts of the aerodynamic derivatives computed
using thin aerofoil theory. The (red) stars and (blue) hexagons were computed using a
discrete vortex panel code [79].

The aerodynamic derivatives using Theodorsen’s theory were computed in [79] with a
two-dimensional discrete vortex panel code, which implies the assumption of thin aerofoil
theory. The results are presented in figures 5.2 and 5.3. It should be noted that these plots

have been scaled by k2 so that the illustrated quantities are properly defined in the steady



5.2 Flap Aerodynamic Modelling

118

state (k = 0). Good agreement between thin aerofoil and the vortex panel code can be

observed.
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Figure 5.3 Aerodynamic derivatives for the leading-edge flap. The blue dashed curves (red
solid) correspond to the real (imaginary) parts of the aerodynamic derivatives computed
using Theodorsen-Garrick potential theory. The (red) stars and (blue) hexagons were
computed using a linear discrete vortex code [79].

Similarly to the deck case the fluid-structure stability can be expressed in the generalized

eigenvalue form, Eq.(4.60). The 4 x 4 aerodynamic mass, damping and stiffness matrices

are now formed as follows
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where,
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The terms T;; are given in [187], see Appendix C. In the above matrices, the two additional

columns are related to the flap angles [B;,3; (note that the upper left 2 x 2 sub-matrices

are exactly those reported in Eq.(4.56), whereas the two additional zero rows correspond

to the equations of motion related to the flap angles. The structural matrices M, C, K are

accordingly enlarged to 4 x 4 size, and are denoted Mg, Cr, KF to indicate the extra flap

degrees of freedom. For this case the additional rows/columns are all comprised of zero

terms, because of the massless flap assumption.

Matrices Br, Cr are in this case used in place of B and C, presented in Eq.(4.61).

Bl =| —2npUb mpUB2 0 0 0 0 0 0}

(5.15)

Cr=|0 U TIO(Ct)% TIO(CI)%—U 1 g Tll(Ct)% T11(Cl)%+b(cl—%)} (5.16)
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The aeroelastic model of the deck-flap assembly is thus brought into a state space form in

accordance with Eq.(4.60). The corresponding 8 x 8 E.r, A r matrices are as follows

0 MF _MncF _KF +KncF _CF +CncF
E. = A = . (5.17)

I 0 0 1
The state vector is now x = {&, o, B;, B;, 1, ¢, Br, BI}T.

With regard to the implementation of flap dynamics in the FE model, the system
is similarly expressed in the form of Eq.(4.79) and Eq.(4.80) with the state vector now
augmented to include the flap rotations and the flap rotation velocities, * = {Q,F,Q,,F,}".
F and F,, denote the flap angles and their derivatives respectively. Depending on the control
strategy implemented a number of elements will consist of just the deck with the flaps
frozen, meaning M,i’éF = C:{EF = K,’w’F =0and Cr =[0,U,0,0,1,b/2,0,0], while elements

including movable flaps are formulated as indicated in this section.

5.2.2 Active Feedback Design Framework
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Figure 5.4 Block diagram of the system: Pyc(s) is the aeroelastic model without the
circulatory terms, P(s) is the aeroelastic model (the C;(s) feedbacks are for the inclusion
of the circulatory terms), k;;(s) and k;;(s) are the compensators of the leading and trailing
flaps, o; are the pitch angles, B;; and B;; are the leading- and trailing-edge flap angles.
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In the design of feedback design framework, the general case of bridge-flap system
is presented. n segments are assumed in place from which k are equipped with trailing-
and leading-edge flaps, see Fig. 5.4. The uncontrolled (open loop) system is described by
the aeroelastic model P(s) (corresponding to the state space matrices Eqr, Agr,Bgr, Cor )
and the leading- and trailing-edge flaps controllers are denoted as k;;(s) and k;(s). Both
controllers receive the pitch angle o; of the corresponding element as their input, and
generate the flap angles ;;, B;; as outputs. The use of flap angles as control inputs to the
system, instead of flap torques, simplifies computations involved in the control design. This
is because although the flap related degrees of freedom and their velocities appear in the
states of the system the modelling of the flap dynamics is omitted. Furthermore, because
the flap controllers receive an angle as input and produce angles as outputs the control
law computation is easier than when the output consists of control torques, in which case
proper scaling must be introduced. In contrast, When a passive mechanical network control
implementation is followed, see Chapter 6, rather than power based active control, the
more realistic flap torques should be considered. This is because the passivity component
constraint necessitates the identification of across variables such as forces and torques and

through variables such as displacements and velocities [62, 177].

The generalized state-space model is given by

EgF)A'( = AgF)A( + ngll
(5.18)

z = CyrX

where, u = {B;1,Bi1, -, Brx, Bix } T and z = {aiy,...04 }7. Since the controlled inputs are the
flap angles rather than torques to massy flap bodies, the model given in equations (5.18)
must generate the first and second derivatives of the flap angles internally; these derivatives
are required by the aerodynamic model. This is achieved using a generalized state space

system of the form [79]

= + B. (5.19)
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In which, B represents each flap angle. It follows immediately that

x1=B, wm=B  x=p (5.20)

Note that these equations are introduced in the state space model at the rows correspond-
ing to the flap angles [B;;, B;; (first row of Eq.(5.19)) and their derivatives B,,-, Bli (second row
of Eq.(5.19)). Since Eq.(5.19) has both its eigenvalues at infinity the system will have 4k
eigenvalues there. These eigenvalues are not associated with ‘real’ system dynamics, or

system stability properties and are thus ignored throughout this analysis.

5.3 The H.. Framework

5.3.1 Active Control Methodologies

Control applications to civil engineering structures have been gaining in popularity thanks
to novel advances in the field [19] with a particular emphasis to bridge structures [38].
In recent years there has been growing interest in control design of structural systems
under the presence of structured or unstructured uncertainties. In [188] for example the
vibration control of a tensegrity structure was considered using H. robust control theory
and u synthesis.

The most important objective in control system design is stability. It is however un-
avoidable that the system model will differ in behaviour from the actual system. Differences
between the actual plant and the nominal model, system model to be compensated, are
generally referred to as modelling errors or system uncertainty [132]. The nature of un-
certainty can arise from different sources. A successful model should be simple enough
to facilitate design, yet complex enough to provide confidence that it is representative of
the true plant. Most models are for example a linearized version of a more mathematically
involved non-linear physical system, as is the case for the structural FE bridge model,

see Chapter 3. Further sources of uncertainty include; inaccurate determination of model
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parameters and variation in the structural and aerodynamic loading. For the aeroelastic
bridge model it is well known that modal frequencies vary with temperature [47] and that
structural damage inflicts changes, although usually modest, in the mechanical parameters.
The effect of aerodynamic parameter variations in the flutter boundary has been investigated
in [53], whereas wind turbulence is expected to also effect the flutter stability limits.

Given such uncertainties, a practical approach would be to design a controller that
not only stabilizes the nominal model, but also stabilizes a family of systems which exist
in the uncertainty region around the nominal model. The concept of robust stability is
thus geared towards stabilizing the closed-loop system in the presence of modelling errors.
The H.. optimal control framework is a frequency-domain optimization and synthesis
theory developed in response to the need of a synthesis procedure that explicitly addresses
questions of modelling errors [80]. It is also worth mentioning that techniques stemming
from the modern control area, as has been used for the bridge aeroelastic stabilization
in [82], fall short in the assurance of stability margins for the closed loop system. This
might seem surprising because the linear quadratic regulator (LQR) framework, which
has a prominent place in optimal control theory, is known to exhibit impressive robust
stability properties including at least 60° of phase margin, an infinite gain margin and a
50% gain-reduction tolerance. This practically means that a phase shift of up to 60° can be
tolerated in each of the input channels simultaneously and the gain in each channel can be
increased indefinitely without loss of stability. Because LQ controllers are based on full
state feedback it is often the case that the states need to be reconstructed by an optimal
compensator, Kalman filters, thus forming the linear quadratic gaussian (LQG) optimal
controllers. The resulting framework however does not ensure stability robustness and its
practical impact is thus undermined.

Error modelling can take the form of either structured or unstructured uncertainties.
Structured uncertainty is uncertainty about which structural information is available. It
is thus a way to express variations in specific model parameters based on the structured

singular values, u, framework designed using DK iterations [149, 176]. Although, this
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is an attractive and non-conservative way of modelling uncertainty it comes with a high
computational cost and difficulty in convergence of the DK-iteration method for high state
models. Unstructured uncertainty is uncertainty about which no information is available
about its effects on a process, except that an upper bound on its size or magnitude as a
function of frequency can be estimated [132]. The unstructured uncertainty is usually
defined as a full complex perturbation matrix A, usually with dimensions compatible with
those of the plant. The design of feedback controllers in the presence of non-parametric
unstructured uncertainty is the main focus of the H., design method, which will be applied

in the following sections for determining the flap compensators.

5.3.2 Uncertainty Modelling

Several unstructured uncertainty models can be defined. Let G and G, be the transfer
functions of the nominal and perturbed plant models respectively. For example, by denoting
A, the perturbation due to additive uncertainty and Ay, due to multiplicative uncertainty,
the resulting perturbed plants are Gy = G+ A4 and G = (I+ Ayp)G respectively [80, 176].
In these uncertainty representations the nominal and perturbed models must have the same
number of right half plane poles - a somewhat artificial restriction. An attractive way of
representing the uncertainty perturbation is also by means of the coprime factorization of
the plant.

In that respect, The normalized left coprime factorization of the transfer function, G, of

the plant, see Fig. 5.5, is defined as

G=M"'N, (5.21)

where, M,N € H., and
MM~ +NN"~ =1. (5.22)
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(-)” means adjoint. The perturbed plant is

Gpr= (M+AM)_1 (N—l—AN) : [AM, AN] € H, ‘AM Ayl < ’Y_l. (5.23)
A = TA . G
N M / A
Nt

Figure 5.5 Left coprime factor perturbations.

Na =N+ Ay, and My = M + Ay, represent the left coprime factorization of G.

Because in such cases the uncertainty is assumed unstructured, the only information
available about the perturbation is that a bound on its magnitude over frequency can be
estimated. In the case where A is a multivariable transfer function then an approximate
magnitude measure is the maximum singular value, denoted G(A). The perturbations Ay
and Aj; must always be stable.

The perturbation modelling in the normalized coprime representation of the plant
combines advantages from several robustness criteria [80, 176, 192], it can for example
account for uncertainty on lightly damped natural frequencies, which play a pivotal role in
the system’s dynamics. It has been established that the representation of model errors as
stable perturbations to the normalized coprime factors of the nominal plant model provides
a more general description of the robust stability problem. This is because this formulation
also provides a bound on the infinity norm of other transfer function matrices of interest in
assessing closed-loop performance and robustness. Optimizing for additive perturbation

on the plant P is known to give controllers with poor gain margins but places a favourable
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explicit limit on the high-frequency gain of the resulting controller. On the other hand, an
index related to multiplicative perturbation on P is known to give good robustness margin,

but may have an unbounded high-frequency gain.

5.3.3 The H.. Control Framework

The H., control framework is presented in Fig. 5.6, where P(s) shows the system to be
controlled and K(s) the compensator to be determined. P is called the standard plant
containing the nominal plant, G, and connections. It is assumed that the plant P is assumed
to be time-invariant. By K we denote the class of causal, linear, time-invariant and finite-
dimensional controllers that internally stabilize P. The pair (A,B;) is assumed stabilizable
and the pair (A, C,) detectable, see Eq.(5.24). The latter assumptions are necessary and
sufficient for the existence of admissible controllers [80]. The system outputs available
for control are denoted by y and z, the latter being referred to as the objective signal. The
objective of the control design is to minimize the effect of the exogenous input w on the
objective signal, through acting of the control signal u. It should be noted that the optimal
H., controllers are generally not unique for multi-input multi-output (MIMO) systems
[209]. Furthermore, finding an optimal H.. controller is often numerically and theoretically

complicated.

— Ps) —

A 4

K(s)

Figure 5.6 Scheme of robust control.

The effect of exogenous inputs including disturbances on the objective signal can be

represented by the transfer function 7,,,(s). The H. norm is a measure for the size of this
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transfer function. The H.. framework consists in determining the compensator K(s) which
stabilizes the system in Fig. 5.6 while guaranteeing ||, |.. < v.

The state space equations of the system P(s) in the H. control scheme are given by

x = Ax+ B;w+ Bu,
z=Cx+D;w+Djpu, (5.24)

y = Cox+Doyw-+Doou,

\

in which w is an l-dimensional exogenous input, u is an m-dimensional control signal, y is
a g-dimensional measurement and z is a p-dimensional objective signal. The state vector
x has dimensions n. The uncertainty A(s) is modelled as a transfer function from z to w.
Furthermore, by introducing an ULFT (upper linear fractional transformation), Fy, the

uncertainty plant Ga, shown in Fig. 5.5, can be expressed as

Ga = Fy(P,A). (5.25)

The standard plant associated with the coprime uncertainty description is given as

0 I
Py | P o
P= = M G ; (A = [AN, —AM]). (5.26)
Py | P R
M G

Let A € ¥, where ¥ is a class of possible uncertainties including A = 0. The system’s
robust stabilization thus results in finding the feedback controller which enables the largest
attainable perturbation A, in a L. sense, such that the closed-loop stability is maintained.
The L. norm of the largest allowable perturbation is referred to as maximum stability

margin. Lo is the class of systems for which the supremum is finite.

Lo={G: |G| <o} (5.27)
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In which the L..-norm is defined as
|G... = sup&(Gliw)). (528)
(O]

The following theorem provides a definition for robust stability.
Theorem 1 K stabilizes Fy(P,A) for all A € 9, and any standard plant P if and only if:
1. K stabilizes Fy (P,0) ;

2. |FL(P.K)|<v=1:

HOO

Where G = Fy(P,0) is the nominal plant and F;, denotes the lower fractional trans-
formation. for the case of coprime factor uncertainty the above theorem translates to the

following corollary. For proof see [132].

Corollary 1.1 K stabilizes Gy = (M + Ay) = (N4 Ay) for all [Ay,Ay] € 2, if and only
l:f-.

1. K stabilizes G,

K(I-GK)~'¢" 1
_ || SY=E
(I-GK)"'M~

)

The robust stabilization problem thus results in finding a controller that minimizes the

achievable value of y or equivalently maximizes €. From Theorem 1 it follows that
—1
Yimin = €max = (i%fHFL(P,KHOO) . (5.29)

Eq.(5.29) expresses the robust stabilization problem as an H., optimization problem,
where the controller K is chosen so as to minimize the H. norm of the closed loop
transfer function, under the constraint that it must also stabilize the nominal plant. Fy (P,K)
represents the transfer function from an exogenous input w to an output signal z, and P is

the standard plant associated with a particular combination of objectives.
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Minimizing the H., norm of a transfer function is equivalent to minimizing the energy in
the output signal due to inputs of unit energy [132]. As already mentioned determining Y,
or equivalently €,,,, might be very challenging computationally and an iterative procedure
is employed alternatively. This procedure for estimating 7, is outlined in Doyle et. al
[57]. It is however often the case that a sub-optimal controller is sought after, such that
Y > Ymin, With || F(P,K)||.. < 7.

When considering the case of the coprime factor plant description, Fig.5.5, it can
be shown that the robust stabilization problem has a particularly simple solution, which

dispenses the need for iterative calculations [176].

Given the following coprime factor uncertainty

<e=y! (5.30)

lae o

(o)

Then the largest positive stability margin € = €,,4,, such that Gy = (M + Ay )~ (N4 Ay)

can be stabilized by a controller K, is given by

- 1
€max = (’Ymin)71 = ||inf (I_ GK)71 M : = ||inf (I_GK)il |:I, G:|
Kl k1K

oo oo

/(- Im). 63n

where ||| ; denotes the Hankel norm.

In Eq.(5.29) note that y > 1. It is worth pointing out that minimizing 7y also results
in the bounded co-norm for the contribution of objectives; S, KS,SG,KSG. Where, S =
(I—GK) ! is the sensitivity function. This finding results from expanding the sub-matrices
in Eq.(5.31). In particular ||KS|| is related to the robustness against additive perturbation
on the plant P, ||S||- is related to the robustness against additive perturbation on the
loop transfer function PK, ||KSP||. is related to the robustness against multiplicative
perturbation on the controller K and ||SP||. is related to the robustness against additive

perturbation on controller K.
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5.3.4 H. Control for the Bridge Aeroelastic Model

The robust stabilization of the Bridge-flap aeroelastic model presented in Fig. 5.4 is based
on the left coprime factor plant description H.. framework. The resulting active controller
produces the maximum/best stability robustness margins for the given bridge-flap con-
figuration and will serve in subsequent analyses as a reference for simpler, lower-order
networks. The computed H.. optimal controller has a size reduced by at least one compared
to the original plant. An H., sub-optimal controller, Y > ,,in, has the same order as that of
the plant. As already pointed out, although sub-optimal controllers are of higher order they
demonstrate significant advantages, because they are easier to derive, can produce lower
gains and often result to smoother system behaviour.

For the bridge feedback system assuming k the number of elements equipped with
flaps, the resulting controller matrix K, will be of dimension 2k x k. Where the inputs
are the trailing and leading flap angles for those elements and the outputs are the related
deck rotations for each element. The H., framework as explained results to high order
controller matrices both for the optimal and suboptimal cases. By employing model
reduction techniques the number of states can be significantly reduced. However, the

number of inputs and outputs of the system remains unaltered [80].

5.4 Control Design Example

The control aeroelastic performance is based on a model of the Great Belt Bridge discussed
in Chapters 3 and 4. The flutter and torsional divergence boundaries of the structure are
already very high because of the deck’s favourable aerodynamic characteristics. In order to
provide a meaningful investigation, a longer and more flexible version of the bridge was
created. In this respect, the structure’s properties presented in Table 3.2 remain unaltered
but the main span length was elongated to L,, = 2400m (instead of 1620m of the actual
bridge). The length of the shortest hanger /1, in = 10m also remains the same but in order

to keep the span to sag ratio constant the cable sag is increased to f = 260m (instead of
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180m of the actual structure). In essence, this example assumes upscaling of the main span
and towers by 50%, while the deck structural and aerodynamic properties remain constant.
The controllable flaps are assumed concentrated about the midpoint of the main span so as
to work towards suppressing the critical first flutter mode, which mainly results from the
contribution of symmetric vertical and torsional modes. The flaps are considered to be an
integral part of the deck as shown in Fig.5.7.

The choice of locating the flap controllers symmetrically about the main span’s midpoint
aims to target the span-wise locations for which the magnitude of the critical aeroelastic
eigenvector near the flutter boundary is maximized. For the first flutter mode, as mentioned,
this is expected to be about the mid-span location. In order to validate this assumption,
aeroelastic flap performance was compared for the cases when flaps are located in the
central span region and when they are placed at alternative locations (e.g. near the supports).
The former solution exhibits improved flutter suppression efficiency. A more detailed
analysis could potentially treat flap locations as optimization parameters, at of course
a higher computational cost. An alternative approach for optimal flap placement could
potentially be founded on determining span-wise power-in and power-out regions, as has

been demonstrated for the case of vortex induced vibrations on flexible cylinders [191].

Figure 5.7 Bridge with flaps considered to be an integral part of the deck.

For the investigated bridge case the flutter and divergence speed using the FE thin
aerofoil theory framework is estimated at 57m/s and 68m/s respectively, as shown in

Fig.5.8(a). It is also observed that there is a second flutter mode reaching instability at
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73m/s. Each point on the root-locus diagram corresponds to a system’s mode, which can
be complex or real, for a given wind speed. Fig.5.8 presents the natural frequency and the

damping ratio at selected points along the first instability path.

Open Loop System Root Locus Frequency/Damping Ratio against Wind S.
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Figure 5.8 (a) Root locus of the 2400m main span bridge example. The first flutter mode
becomes unstable at 57m/s and the second one at 73m/s. The torsional divergence mode
reaches instability at 68m/s. (b) Natural frequency (Hz) and damping ratio for different
wind speeds along the first flutter instability path. The system becomes unstable when
overall damping becomes negative.

in Fig. 5.8(b) Negative overall damping means that the oscillating structure draws energy
from the environment thus resulting to flutter divergent motion, the corresponding wind
speed is indicated on the graph. At zero wind speed when aerodynamic contributions
are negligible, but not zero due to the non vanishing aerodynamic added mass part, the
natural frequency and damping ratio is found to be effectively that of the first torsion mode.
Following points in the root locus, for U > Om/s, do not correspond to a pure structural
mode due to the airflow effect. By examination of the complex eigenvectors along the
instability paths physical insight can be gained with regard to the flutter contributing modes.
Fig. 5.9 presents the normalized real part of the torsional and vertical components along
the first two flutter paths. It becomes apparent from Fig. 5.9(a) that higher vertical modes
contribute near the flutter boundary. The aim of this design exercise is to determine the
minimum flap area needed, stretching from the midpoint of the main span symmetrically
towards the tower supports, for restoring the stability limits to those of the original structure.

The effect of the flap length on the system’s robustness margins is also investigated, for
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Figure 5.9 Normalized real part of complex mode shape along the first flutter path (a) and
the second flutter path (b).

wind speeds up to 80m/s. The initial control design investigation follows a simplified
procedure. In this case, The structure’s equivalent pitch-heave sectional model is used,
see Fig. 5.11, and the stabilizing controllers which seek to maximize the system’s closed
loop coprime robustness are computed. Fig. 5.10(a) presents the robustness index 7y of the
sectional model as a function of wind speed; for the case of the open loop system (no
control) as well as for three different control strategies. In all cases, the trailing-and leading
edge flap width is chosen to be 3m long. The blue crosses correspond to the optimal He
controller, optimized for coprime robustness at every wind speed (adaptive). The resulting
controllers are of 9" order, size slightly smaller than the 12" order plant. Green hexagons
indicate the robustness index for suboptimal controllers, designed to have a 10% larger y
than the optimal y. Again for this case controller computation is performed for each wind
speed. To illustrate the system’s response to variations, the performance of a low order flap
compensator is superimposed in the previous graphs. The assumed control law assumes
a first order leading and a second order trailing flap compensator. Although this strategy
results to root loci much leftward in the complex plane the associated robustness properties
are significantly degraded. It is thus concluded that the distance from the imaginary axis is
not a good robustness indicator, as has been suggested in previous studies.

Fig. 5.10(a) demonstrates that, as expected, the robustness index approaches infinity,

corresponding to zero robustness, when flutter occurs at 57m/s for the open loop system.
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Figure 5.10 (a) Robustness index as a function of wind speed for the open loop system
and three alternative active control strategies. (b) Corresponding root loci diagrams for the
examined control strategies.

S
y
L

i Flap Pivot

\

Controllerl— =

uding Sensors) corvo motor MP '

\Drivih‘g Moment

Aerodynamic Moment

Figure 5.11 Sketch of the practical implementation of the active control system to the bridge
deck. The pitch of the deck is monitored and the control signals are transmitted to the servo
motors which determine the rotation angles of the leading and trailing flaps.

Moreover, the performance of the optimal and suboptimal controllers is very similar and
both control approaches achieve good margins up to 67 — 68m /s, before the torsional diver-
gence aerostatic boundary is reached. However, system stabilization above the torsional
divergence critical wind speed inflicts a significant toll on robustness performance. The
corresponding root-loci indicate that all closed loop systems are stable up to the designed
wind speed of 80m /s, but simultaneously achieving good robustness margins appears to be
a much more challenging objective.

Following the sectional analysis, the simplified control law is implemented into the FE

bridge aeroelastic model. In this form, the controller matrix has a diagonal structure and
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the same control law is applied to all the leading and trailing edge flaps respectively. The
system outputs are the rotations of deck elements and the system inputs are the pitches
from the associated flaps. Fig.5.12(a) presents the robustness indices of the FE bridge
model with flaps along the full length, half-length and quarter-length of the 2400m main
span. It is easily observed that the controller designed on the section model exhibits poor
robustness margins when applied to the full bridge. It is evident that the system loses
robustness rapidly for the case when only the 25% of the span is equipped with flaps, while
for longer flap surfaces an abnormal spike is observed indicating poor behaviour at specific
wind speeds.

The closed loop system robustness investigation using the sub-optimal sectional control
law is presented in Fig. 5.12(b). In this case much smoother behaviour is attained, while
deviation from strict optimality yields no significant loss in performance. Moreover, sub-
optimal controller design is less computationally demanding. Flaps along 50% of the span’s
length have closely comparable performance to the case when flaps are placed along the
entire length. When the wind speed approaches the second flutter instability boundary,
73m/s, the control law based on a sectional model becomes highly ineffective (robustness
index becomes infinite). This is not surprising as the second flutter mode results from the
contribution of modes absent from the controller design sectional analysis, only including
the first heave and pitch modes. Following the above simplified analysis, a more rigourous
control investigation is followed, in which the design procedure is applied directly on
the FE model. Different flap length variations extending from the bridge’s midpoint are
considered. Fig.5.12(c) presents the coprime robustness indices for those cases. In this
modelling example the main span is modelled using 37 elements (about 65m width each).
It is worth stressing that Fig. 5.12(c) summarizes the best achievable results for enhancing
the aeroelastic performance for the chosen model, and quantifies the effectiveness of using
trailing/leading-edge flaps while retaining good coprime robustness margins. The control
law is re-computed for every wind speed, which in conjunction with the system’s high state

dimension makes the analysis a time consuming endeavour. The bridge-flap configuration



5.4 Control Design Example

136

2-dof optimal controller robutness margins

2-dof suboptimal controller robustness margins

=== Open loop (no control) I ol ===+ Open Ioop (no c_ontrol)
===« Flaps entire main span L : «+=+ Flaps entire main span g
O Flaps central 50% of main span I ° © Flaps central 50% of main span ( 18flap-elements)
q>§ == Flaps central 25% of main span [ : a<) == Flaps central 25% of main span length ( 9flap-elements)
S sl : it S 15l : | : |
= j$' = i .
0 THE 9 i ;
[} I " : ] H
L 10} i Ji Q 10} : / .
=] : J: o j= Flutter open loop boundary
7] Flutter open lobp bopr_adaﬁy g \ ! 6
: : H : H 1 ¢
o] ; : -4 © o ; / o
o 5¢ ¥ /8 oo® T 0 002 1
x X e g ° A
E,&G R/
o LT ‘ ‘ ‘ ‘ ‘ o—-—--o-uuuwopp
40 45 50 55 60O 65 70 75 &0 % 45 0 55 60 65 70 75 80
Wind Speed (m/s) Wind Speed (m/s)
(a) Sectional model (b) Sectional model
Full optimal controller robustness margins Robust. margins for full / reduced state controllers
20 |-+= Open loop ! '-' 1 20l Open loop ]
= —- 3-flaps /'l i ° 7 < —11 flaps with full state controller
% 5 flaps s i ; (0] > 11 flaps with reduced state controller
c 151 |==7 flaps : /o/ o 11 _8 15k J A
; o 9 flaps : Vi 1 ’ — :
) — 11 flaps / ! @
g 10l |~ 15flaps : Q g ]
3 + 17 flaps S
S —Full span flaps 2}
5 2
D? 5F oS 5 1
x
oLt : ‘ =*"Clytter open loop boundary ol ‘ ‘ ‘ ‘ ‘ ‘ ‘
40 45 50 55 60 65 70 75 80 40 45 50 55 60 65 70 75 80
Wind Speed (m/s) Wind Speed (m/s)
(c) FE model (d) FE model

Figure 5.12 Coprime robustness index of the full FE model as a function of wind speed.
(a) Optimal controller designed on the sectional model. (b) 10%-suboptimal controller
designed on the sectional model. (c) Optimal controller designed on the full FE model. (d)
Reduced order optimal controller designed on the full FE model.

involving 11 flaps, approximately 30% of the main span length, appears to be a reasonable
choice as the aerodynamic instability limit is increased up to 70m/s with a robustness index
Y~ 5. Achieving good robustness above the open loop divergence speed and the second
flutter mode proves to be very difficult, with a reasonable flap width, even when the entire
span length is covered with such controllable surfaces.

The FE based controller design procedure results in a very high order control law, which
would no doubt prove difficult to implement in practice. It is thus of important to implement
a reduced order approximation, preferably with little sacrifice in performance. Several
reduction procedures exist and for the task at hand we perform a truncation operation to

the balanced realization of the state space representation of the optimal controller matrix,
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[80, 176]. Given the chosen reduction procedure the controller size can be substantially
reduced, (from 400+ to 20 states), while achieving a negligible loss in performance;
Fig.5.12(d) makes a comparison of the closed-loop system robustness when full state and

reduced order controllers are used.

5.5 Frequency and Time Domain Simulations

In the frame of this design exercise time simulations at different wind speeds are performed
for the case when approximatively 30% of the main span is controlled (11 leading and 11
trailing edge flaps). Consequently, the resulting controller matrix size is 11 by 22, 11 deck
pitch inputs and 22 flap angle outputs. Fig. 5.13 presents the magnitudes of the frequency
response, bode plots, for 4 of the 242 entries of the control matrix; more specifically these
are related to the leading- and trailing-edge flap motion from the pitch of the leftmost
element, and to the leading- and trailing-edge flap motion from the pitch of the middle
element. Different wind speeds are considered for presentation namely: 55m/s (below
the first open loop critical flutter speed), 62m /s (above the first critical flutter speed and
below the torsional divergence speed), 70m/s (above the torsional divergence and below
the second critical flutter speed) and 77m/s (above the second critical flutter speed). The
20" state, reduced order, controller is superimposed to the full size controller, showing
once again that the two are almost identical in the spectrum of frequencies of interest.
Fig. 5.14 presents the maximum magnitudes of the controller matrix for the two highest
wind speeds considered: 70m/s and 77m/s. It is interesting to note that at 70m/s the flaps
in the middle have slightly higher gains than the flap in the edges. Also the magnitudes of
the trailing flaps are larger than those of the leading flaps, translating to larger maximum
pitch angles for the trailing flaps. On the contrary at wind speed U = 77m/s one can
observe an asymmetric distribution of magnitudes. This behaviour can be attributed to the
flap controller effort to simultaneously suppress the first and second flutter modes, which

result from the first symmetric and first antisymmetric torsional modes respectively.
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Bode Plots of Original/ Reduced Controllers

Trailing flap of the leftmost Trailing flap of the middle element

100

dB)

w -50F
------ 20th order reduced controller

original full state controller at V=55m/sec
------ 20th order reduced controller =T
original full state controller at V=62m/sec
------ 20th order reduced controller

Magnitude (dB)

original full state controller at V=70m/sec 105 102 10° 10% 10* 108
------ 20th order reduced controller uency (rad/s) Frequency (rad/s)

original full state controller at V=77m/sec
Leading flap of the leftmost element

Leading flap of the middle element

100

100

Magnitude (dB)
Magnitude (dB)

-200

. 200 . . . .
10° 10° 10° 10 10° 10° 10° 10° 10* 10°
Frequency (rad/s) Frequency (rad/s)

Figure 5.13 Transfer functions related to four of the 22 x 11 entries of the control matrix:
leftmost leading- and trailing-edge flap motion from the pitch of the leftmost element, and
middle leading- and trailing-edge flap motion from the pitch of the middle element.
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Figure 5.14 Maximum magnitudes of the 22 x 11 transfer functions of the reduced order
controller matrix for wind speeds of 70m/s (a) and 77m/s (b)
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Figure 5.15 Deck’s Pitch and Heave transient response at wind speed of 62m/s (a) and
77m/s (b) for the open-loop (no controller) and closed-loop system, case 11 flaps around
the middle (30% of the whole span), reduced order controller.

Fig. 5.15 presents the flap control effectiveness in the time domain at wind speeds
U =62m/s and U = 77m/s. The bridge-flap system’s initial motion is triggered by an
initial displacement condition of sinusoidal twisting/pitch of the main span. The maximum
value of this displacement snapshot is assumed at the midpoint having a rotation angle of
2° = 0.035rad. The transient response of the deck’s heave and pitch is presented at two
locations (middle and one third span) for the case of the open-loop system (flaps are frozen),
and the closed-loop controlled system. The controlled system as before assumes 11 active
flaps around the span’s midpoint (30% of the whole span). For U = 62m /s the uncontrolled

bridge diverges by exhibiting an oscillatory motion, characteristic of flutter instability. For
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U = 77m/s the uncontrolled system demonstrates a more violent instability behaviour,
culminating from the combination of flutter and torsional divergence. It should be stressed
that this fictitious simulation produces the worst case scenario, because it assumes that the
flap controllers are switched on at a high wind speed given the assumed initial condition. In
reality the controllers would already be functioning at lower wind speeds thus preventing
the deck pitch from reaching large values.

The movement of the flaps with regard to the deck pitch is shown in Fig. 5.16, for the
same wind speeds and initial conditions as in the previous simulation case. Rotations of
the leading and trailing flaps at three different locations are presented (leftmost edge flap,
middle flap, midway flap on the right). The presented time history graphs give insight into
the flap behaviour for suppressing deck motion. At U = 62m/s (and in general for all wind
speeds lower than the second flutter speed) a comparable behaviour between the movement
of the trailing and leading flaps can be observed, showing that potentially the same control
law can be applied for all flaps along the span without considerable loss in performance.
On the other hand, for U = 77m/s this is not the case when differences in flap responses
can be observed.

The flap response simulation as well as the presented controller magnitude plots indicate
that flap rotations are restricted below 10°. Of course the magnitude of the flap response
depends on the chosen initial conditions selected. However, from the transfer function
magnitudes it can be concluded that for wind speeds up to 80m/s the flap rotation does
not exceed 15¢ given a maximum deck pitch initial condition of 2°. This consists of an
important observation because larger flap rotations would be responsible for causing flow
separation, which would threaten the theoretical foundation of thin aerofoil theory. Deck
bluffness can however lead to a further complication associated with the use of trailing
edge flaps. This is associated with the flow separation caused by the deck affecting the
performance of the trailing flaps. In [78] it was indeed concluded that a 2 to 3 times

larger flap pitch magnitude is required than the one computed by thin aerofoil theory. This
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behaviour however, did not undermine the controller’s effectiveness as the flap pitch never

exceeded 67 in the experimental investigation.
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Figure 5.16 Flap angles transient response at wind speed of 62m /s (a) and 77m/s (b) at
three different locations, case 11 flaps around the middle (30% of the whole span). The
reduced order controller’s were used in this computation.

5.6 Discussion and Concluding Remarks

This chapter addressed the issue of employing the developed finite element bridge aeroelas-
tic framework to examine the effectiveness and limitations of the proposed active bridge-
flaps system. The adopted approach makes use of a transformation from the wing-aileron-

tab to the flap-deck-flap configuration in order to express the aerodynamic influence on
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the deck resulting from flap angle rotations. The feedback control configuration assumes
the flap angles as inputs, whereas the rotations at the corresponding deck elements are the
system outputs. This approach dispenses the need of physically modelling the flap surfaces
or considering the aerodynamic loading on them.

In the control part of this work H., control theory was employed to tackle the robust
stabilization of the unstable bridge at high wind velocities. This novel approach successfully
quantifies structural and aerodynamic uncertainty and answers questions related to the
applicability of a control strategy based on controllable winglets. It was demonstrated that,
although the stabilization of the system can be achieved in a straight forward manner, the
controlled system loses robustness rapidly for wind speeds above the torsional divergence
aerostatic boundary. This is an important result that sets a qualitative limit for the perfor-
mance of all flap-controllers. For the chosen bridge example however, based on the Great
Belt Bridge, it was shown that a significant increase in the structure’s aeroelastic limits
with good robustness margins can be achieved when 30% of the main span’s total length is
controlled.

The presented framework however is laced with drawbacks undermining its implemen-
tation in real applications; firstly power driven motors and sensors are required. Secondly,
the effective control use is based on an adaptive scheme where controller matrix is re-
computed at each wind speed. Thirdly, the resulting controller transfer functions are of
very high order, although automatic model reduction techniques can significantly reduce
their order. The remaining chapters will focus on addressing these issues by proposing low
order mechanical flap compensators, which based on an optimization approach will provide

viable alternatives.



Chapter 6

Passive Control of a Sectional Model
with Tuned Mass Dampers and Movable

Flaps

6.1 Introduction

The analysis presented in this chapter will focus on ways to passively suppress flutter and
torsional divergence. The main characteristic of a passive mechanical feedback is that
the flaps can be powered by the deck’s motion rather than an external power source. The
advantages of this approach is that they are realizations of simpler low-order controllers,
when compared to active control strategies. In principle, passive systems should be easily
implementable and require little to no servicing. However most importantly, they eliminate
the need for a powered computer control system; a commodity that is likely to fail during
stormy weather conditions when aeroelastic instabilities are most likely to occur.

The analysis presented here will make a step backwards in terms of structural complexity
to concentrate on a sectional heave-pitch bridge model interacting with a constant velocity
airstream. This will aid in examining in depth the effectiveness and applicability of the
proposed control mechanisms before progressing to their implementation in a full mode

aeroelastic model. Two different strategies are considered, separately and in combination.
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The first makes use of trailing and leading flaps adjacent to the bridge deck, the motion of
which is triggered by the deck’s movement through a combination of springs, dampers and
inerters at the hinged connection. Emphasis is placed on the effect of the flap hinge location
and an optimization procedure is used for determining the compensator parameters that
result in favourable aeroelastic properties. The second approach reexamines the efficacy
and limitations of using tuned mass dampers (TMDs) placed inside the bridge deck for
controlling self-excited motion. We conclude the investigation by combing these two
approaches through the introduction of a kinematic constraint between the TMD masses
and the flaps. This combined mechanical system, referred to as the flap mass damper
(FMD), combines favourable aerodynamic properties of the flaps with a driving force
provided by the vibrating mass. This approach has the advantage of not requiring complex
and often impractical linkages for transmitting deck motion to the flaps. Special attention is
given to ensuring that the passive control system attains optimum robustness properties and
maximizes tolerance to uncertainties. Uncertainties are quantified in a series of simulations
showing how the alteration of the bridge’s natural frequencies affect the stability of the
closed loop system. The Humber Bridge in the U.K. is chosen as an example for the
numerical simulations.

The chapter is organized as follows: The first part of the analysis examines the aerody-
namic modelling of a bridge deck section with leading- and trailing-edge flaps, four degrees
of freedom in total. As opposed to the preceding analysis, an unavoidable difficulty in mod-
elling a passive mechanism is that flap torques rather than flap angles are the control inputs
to the system. Hence, flap degrees of freedom need to be independently incorporated in the
model. The system’s aerodynamic modelling is again based on thin aerofoil theory and the
transformation of the Theodorsen-Garrick wing-aileron-tab mechanism, the difference to
the aerodynamic model of Chapter 5 being that aerodynamic forces on the flaps are also
included. The mechanical feedback control system, described in section 6.3, determines
the torques acting on the flaps by a configuration of springs, dampers and inerters for

different hinge positions. Section 6.4 examines the effectiveness of using a single TMD for
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improving the aeroelastic boundaries, whereas section 6.5 introduces the flap mass damper

mechanism and examines its effectiveness in achieving robust stabilization of the system.

6.2 Dynamic Model of the Deck-Flap Passive System

This section will formulate the deck-flaps system structural dynamics and derive the
aerodynamic moments on the deck and flaps. The components of the system model are

described as follows.

6.2.1 Deck-Flap Structural Model

The kinematic model of the deck-flap system is assumed to have four degrees of freedom,
Fig. 6.1. These freedoms include the deck’s pitch angle o, the deck’s heave & with respect
to the elastic centre, and the leading-and trailing-edge flap angles ; and ;. Sway motion

of the deck and main cables as well as changes in the hanger length are neglected. Given

.................................. Main cables
@ T +@
5 Clb /\ qb b I ro. :
| | 0 ) ! . : % ‘ Tgam | Moving
L /o/ M \ u hinge
P — S ] — e —
u VhL 3, Leading flap, A, Bridge deck, A 4 Trailing flap.A |

2b
(a) (b)

Figure 6.1 (a) Kinematic model of the bridge deck. The wind velocity U is assumed positive
to the right, the heave s and lift force L are assumed positive downwards, the moment M is
positive clockwise, as are the pitch and trailing-edge flap angles o and B, respectively. The
leading-edge flap angle [3; is positive anti-clockwise. The deck chord (including the flaps)
is 2b. The leading- and trailing-edge flap chords are (1+¢;)b and (1 — ¢;)b respectively;
note that ¢; is a negative quantity. (b) Bridge deck-flap system notation.

the introduced notation of Fig. 6.1 the kinetic energy of the system, 7', can be derived from
the separate contributions of the deck, the leading and the trailing flaps. These are denoted
as Ty, T; and T; respectively.

Tr=T,+T+1, 6.1
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where,
1 . 2
T; = - h+r&) dm 6.2
d=73 Ad( ) (6.2)
1 ) 12
T == [h+r('x—(r—rb)[31} dm (6.3)
2 Ja,
1 : 12
T — - [h—l—réc-l—(r-l—rgam)ﬁt] dm (6.4)
2 Ja,

Ay, A, A; are the cross section areas of the deck, leading and trailing flap respectively.
The above integral computations are carried through by means of defining the following

identities

Sa:/ rdm, Sp= —/ (r—rp)dm and SY:/ (r—rgam)dm. (6.5)
Ag+AI+A A A

The subscripts o, B,y designate the whole deck, and the leading- and trailing-edge flaps

respectively.

Iy = rzdm, IB :/ (r—rb)zdm, and IY: / (r_rgam)zdm- (66)
Ag+A+A; Ag A

m is the total mass, Sq the first order moment of inertia of the deck-flap system, Sg and Sy
are the first order moments of inertia of the leading and trailing flaps about their hinges. I
is the second order moment of inertia of the deck-flap system about the deck elastic center,
I and Iy are the second order moments of inertia of the leading and trailing flaps about
their hinges, respectively. Similarly the potential energy of the system can be expressed as
follows

1

1 1 1
V= 5Khh"‘ + EKaocz + EKBBIZ + EKny. (6.7)

Where, K, K, Kg and Ky are the stiffness coefficients of the associated degrees of freedom.
Also the damping forces depending on the velocities can be expressed through the following

dissipation function

NP P ISV IR
F = EChh —+ ECOL(X —+ ECBBZ —+ ECth . (68)
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Given the above quantities, Lagrange’s generalized coordinate framework can be adopted
to derive the system’s equation of motion. More details in this procedure can be found in

books such as [135].
Deck-lift : mh + So 0.+ Spfy + Sy + Crh+ Kyh = L (6.9)

Deck-moment : Sgh + I, 6L — (Ig — bClS[3>Bl + (Iy+ bcSy) B+ Cot+Keot =M (6.10)
Leading-flap moment : SBH — (Ig — beySg) o+ IBBI + CBBI + KpBr = MP 4+ MEI (6.11)
Trailing-flap moment : Syt + (Iy+ be;Sy) G+ B, + Oy, + KyB = MP + MPr (6.12)

€ is the damping ratio per unit length, and the subscripts 4 and a designate the heave and
torsional motions respectively. The flap break points are at ¢;b and ¢;b, where ¢; < 0 and
¢; > 0. For a given bridge, the heave and torsional resonant frequencies ®;, and ®g, are
assumed known. The corresponding stiffnesses are computed as Kj, = m(o,% and K, = I, 2.
The flap frequencies g and ®y are similarly computed using Kg = IBQ)%3 and Ky = Iy(D%.
Similarly, the damping terms are computed by: Cj, = 28,0,m, C; = 2860414, Cp = 2Lgwplp
and Cy = 2{y0/y. The aerodynamic lift and moment on the bridge deck are given by L
and M respectively. The aerodynamic moments M B and MPr act, respectively, around the
leading- and trailing-edge flap hinges. The flap control torques are given by ME "and ME "

The per unit span masses of the flaps are computed as follows
mB:b(l—i—cl)pfdf, mY:b<1_Ct)pfdf' (6.13)

The modelling presented in this chapter is based on a sectional model of the Humber Bridge.
The parameters used in conjunction with Section 3.3.3 are presented in Table 6.1. p s and

dy are the flaps density and thickness respectively.
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Parameters Values
b 14.25m
m 13215kg
I 1.05 x 108 kg m?
g, 1.973rad/s
oy, 0.767rad/s
P 1.23kg/m’
pr 7850kg /m’
dy 0.025m
G 0.01
Co, 0.01

Table 6.1 Parameters of the Humber Bridge sectional model including flaps.

6.2.2 Deck-Flap Aerodynamic Model

Following the thin aerofoil theory assumption, the aerodynamic lift (L) and aerodynamic
moments M, MP' and MP in equations (6.9)-(6.12) are based on the Theodorsen and
Garrick expressions [187]. The transformation presented in the preceding chapter, Fig. 5.1,
is again employed for the computation of the lift and moments acting on the deck and flaps.

These can be expressed in the following matrix form

Foe =M+ Cpeg+Kyeg+Ec. (6.14)

where, q is the position vector defined as q = {h,a,B,v}”. The equations of motion of the
sectional model (4-DOF deck-flap assembly), given by equations (6.9)-(6.12) combined
with the aerodynamic forces given in Eq.(6.14) can be expressed in the following state

space form

0 M_Mnc q -K _C+Cnc q
= +Ec. (6.15)

1 0 q, 0 1 q,
where, q, is the velocity vector defined as q, = {/, ¢, B,Y}T. Eq.(6.15) is of the same form
as Eq.(4.54) with the difference being that because of the flap modelling, the structural and

aerodynamic expressions are more complicated. Also in this case, the flap hinge locations

are not fixed at the flaps break points (edge of the deck), but are free to move within the
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length of the flaps, see Fig. 6.1. Similarly to the 2-dof case by introducing the state vector

x ={q,q,}”, Eq.(6.15) can be expressed in the form

Ex=Ax+Ec. (6.16)

Ec represents the circulatory aerodynamic loading depending on the irrational function
C(k), [79]. The derivation of the non-circulatory matrices M., C;,¢, K, for the deck-flap
system is based on the wing-flap-tab combination proposed in [187]. The non-circulatory

aerodynamic loading of the latter is presented in the following compact matrix form.

T % —T4(Cl)l+T1(Cl) —T4(ct)m+T1(c,)
b? b b b
4 ot — % —Toa(cr)l —2Th3(cy) —Taa(cr)m —2T13(cy)
M,=pb
svm 12T5(61)721T2(61)+T3(Cl) mYl(C],Cf)lej;(Cl,C,)7Y4(C],C;)+Y(,(C]7C;)
‘y T T
m*Ts(c;) — 2mT(c;) + Tz (ct)
L T .
6.17)
', x 2~ 14 Tier 2/~ T 4T,
b b Ty
Ca — pb3U 0 an—7 —T(cr)l —Tig(cr) —T3(c;)m — Tig(cr)
0 —Ts(c))l—Tir(cr) *th)(a)lz7TZ(€/)17T|9(CZ) *Yl()(cl-,Cr)lm*YIZ(C/-,CI);*Y|4(C/,Ct)m7Y|g(C/,c,)
0 —Tas(em—Ti(cr) Y24(Clwﬂd)m_y22<cl)];YZU("‘th)m_YIS(ChCV) _T29(‘7r)mz_T:<Cl)’"_T]9(CV)
) (6.18)
0 0 0 0
00 —Toa ()l —Tis(cp) —Tx(c;)m—Tis(cr)
K, = pb*U? ’
0 0 —Tas(c))I* = Tas (1)l — Tig(c1) =Yis(cr,e)lm =Y (e, ¢0)l = Yiz(er, e )m = Yo (1)
n T
0 0 7Y23(C[.L‘,)lm*Y21(Cl,C,ﬂ7Y19<C{,C,)m7Y17<61,C,) 7T23(Ct)m27T26(CI>M7T18((7,)
L b1 1 N
(6.19)

T;j(-)’s and Y;;(-,-)’s are presented in Appendix C. The parameters /,m determine the

position of the leading and trailing flap hinges respectively within the flaps[187]. Conver-
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sion of this aerodynamic framework to the leading flap-deck-trailing flap combination is

accomplished though the following transformation matrix V

1 0 ¢b O

o o o o1 -to
M,. = VIM,V, C,.=V'C,V, K,. = V'K,V, V= (6.20)

00 1 0

(00 0 1]

The inputs Z¢ as described in Section 4.3.2 can be approximated by a rational function
[17, 15, 79]. In this framework C(s) is a transfer function that receives structural responses
y = Qr as inputs, and generates an output y, which is translates into lift forces and moments
by the matrix B, Fig. 4.6. The same fourth order approximation is used for the Theodorsen

function.

. 1 1 1 1 ..
Qr=h+Ua+ Ebd+ (ETIO(CZ)U — U)B—f— (ﬁTn(Cl)b—l—Clb— Eb)ﬁ—i—

1 1 ,
ETIO(Ct)U'Y-i-ﬁTn(Ct)b’Y (6.21)
T

B=| —2rnpUb mpUb> —(n+Ti2(c;)+2nc;)pUb?> —Ti2(c))pUb?> 0 0 0 O
(6.22)

6.3 Deck-Flap Mechanical Feedback System

This section formulates the feedback control configuration of the deck-flaps system. Be-
cause this is constrained to be comprised solely from passive components, modelling the
flap mass is necessary in order to satisfy the passivity constraint. In this configuration the
flap torques are the controllable inputs to the system. The controller objective is again to
maximize the system’s closed loop robustness to coprime factor perturbation, as presented
in Chapter 5. To this end, two controller configurations are considered; the first consists of
a simple spring and damper on the deck-flap hinged connection. The second, assumes an

additional mechanical network in parallel to these retention components. It is found that
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the location of the deck-flap hinge, when accompanied by an optimization of the retention
components, greatly improves the controlled system’s stability properties. in Sec. 6.3.6, the
passive flap mechanism’s performance in the time domain is compared to the active control

framework, as presented in Chapter 5.

6.3.1 Feedback Configuration

The block diagram of the bridge control system shown in Figure 6.2 demonstrates the
interconnection of structural dynamics, fluid dynamics and the flap control system. The
uncontrolled system is described by the plant Pyc(s) which contains the structural dynam-
ics and the non-circulatory part of the fluid mechanics, while the Theodorsen function
approximation C(s) generates the circulatory flow. The controllers for the leading- and
trailing- edge flaps are Kj(s) and K;(s) respectively and generate the flap torques, M? ""and
ME ', from flap velocities, Bl and Bt. Diagrams of this type are standard in control systems
and can be used to asses both nominal and robust stability; more detail on linear fractional

representations of control systems is available in books such as [80].

L /61 ﬂ Bn(s)
KZ(S) >

Pyots) F—|1

Kt(S)

u(s) yi(s)
C(s)

Figure 6.2 Block diagram of the aeroelastic control system. The dynamics of the bridge and
non-circulatory fluid mechanics are represented by the plant Pyc(s), with the Theodorsen
circulation function approximation is given by C(s). The controllers for the leading- and
trailing- edge flaps are given by K;(s) and K;(s) respectively, and generate the flap torques.
The bridge deck’s heave and pitch response are given by A(s) and o(s) respectively.

The initial feedback control investigation will implement a standard mechanical layout,

comprising of a spring and a damper at the hinged connection of the leading and trailing
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flaps. Initially, three flap pivot configurations are considered, shown schematically in
Fig. 6.3. The flap width is considered constant, 2.75m, and an internal part of the walkways,

with width of 3.25m, Fig. 3.6.

1st case A ond case

Figure 6.3 Three configurations of flap hinge location.

The procedure for designing the mechanical elements at the flap pivot is based on a
constrained optimization procedure. The objective of the process is to maximize the robust
stability margins in a sense to be described. The higher the stability robustness margin,
the larger the uncertainties (e.g. variations in the model and/or in its parameters) under
which the controlled system can maintain stable. A key assumption in modelling of the
feedback system is that the uncertain part of the process is considered separate from the
known nominal model of the process. This is referred to as unstructured uncertainty and
does not relate to specific mechanical components or system parameters [132]. In this
analysis we will again make use of the left normalised coprime factor description of the
plant [132, 80] as the basis for the robust stability optimisation process for the reasons
delineated in Chapter 5.

The objective of the design process is to generate controllers that guarantee a level
of robust stability in the closed-loop system. The robust stabilization problem at hand is
expressible as an H., optimization problem, where the controller matrix K is designed to
minimize the H., norm of a closed-loop transfer function [76]. For the normalized left
coprime factorization of P the largest positive stability margin attainable € = €, is given
by Eq.(6.23), [80]. In practise the objective is to find a stabilizing feedback controller

which maximizes € according to Section 5.3.3. Eq.(6.23) restates the maximum stability
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margin when using a left coprime factor uncertainty for the plant P [80, 176].

-1

K —
Emar = (Ymin) " = { inf (I-PK)™! {1 p} :\/(1—]|MNH%,) (6.23)
KT

[}

In order to ensure that the compensator synthesis optimization problem is properly posed, a

number of constraints must also be put in place:

1. The closed-loop eigenvalues must be constrained to have negative real parts; meaning

that the controlled system is stable.

2. The compensators’ gains may be constrained so that high-ratio gearboxes and large

flap angles are avoided.

3. The flap compensators are constrained to be passive so that they can be synthesized

using passive mechanical components.

For the deck-flap system at hand the overall state dimension of the plant, P, is 12.
4 states relate to the position vector, 4 states to the velocity vector and 4 states to the
approximation of the Theodorsen function. The plant has 2 inputs, being the 2 flap torques,
and 2 outputs, being the flap angle rates. The controller matrix K is thus of dimension 2 x 2.
Since the leading and trailing flaps are considered independent, the off-diagonal elements
are assumed zero. The normalized coprime stability margin associated with Eq.(6.23) is
computed for the system at increasing wind speeds, until it reaches instability (stability

margin becomes zero).

6.3.2 Optimization I: Spring-Damper on Flap Hinges

An optimization process is next performed for each of the three cases of Fig.6.3. The
stiffness and damping at the flap hinges are the sought after optimization parameters,
whereas the optimization objective is the minimization of Y in Eq.(6.23), constraint to

closed-loop system stability. A fully symmetric configuration is assumed, i.e. same values
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of spring/damper and hinge location for the windward and leeward sides. The optimization
results demonstrate that case 3 exhibits the most favourable aeroelastic characteristics, with
both the critical flutter speed and divergence speed significantly increased. For case 1 the
optimized retention components yield an effectively rigid connection between the flaps
and deck; consequently, softening of the springs results in lower critical wind speeds. The
comparison of the stability behaviour for the three cases is presented by their root-loci
diagrams in Fig. 6.4. The associated results are summarized in Table 6.2. Case 1, having
the flaps rigidly attached to the deck effectively produces an identical root locus to the the

open-loop case, see Fig.4.7.

Root Loci for the 3 Deck-Flap Cases

65m/s
15 :
g 1 Case 1’ i
£ it
case 2: 76m/s
0.5+ :
0 [~ - | s | o | | i
0.6 0.4 0.2 0.2 0.4

Figure 6.4 Root-loci for the deck-flap assembly connected with springs and dampers for the
3 hinge positions. The wind speed is swept from 0 m/s to 90 m/s, with the low-speed end of
the root loci marked with (magenta) hexagons and the high-speed ends marked with (green)
hexagons. The onset of aeroelastic instabilities for these cases are summarized in Table 6.2

Cases || Flutter Speed || Divergence Speed || Rob. Index(7y) Stiffness Kg = Ky De;r;;i)(i)ng
1 65m/s 72m/s 31.33 (1(;)?35;(3)36:"]\1'21&{ "o 2nw
2 T6m/s 82m/s 90.85 (0)1[3.8;1 :);85/;11\7' ’%ﬂ’l) 10.1%
3 88m /s 108m/s 4.12 (i-;l_i)i(f kéV%{Dn; | 2%

Table 6.2 Aeroelastic limits and robustness indexes for the 3 cases of Deck-Flap configura-
tions, values of stiffness and damping about the flap connections.
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As was highlighted in Chapter 5 the choice of the robustness index based on the coprime
realization of the system is founded on the premise that this is related to the system’s
physical properties. Consequently, it is anticipated that the deck-flap configuration of case
3, having a smaller robustness index or equivalently a larger stability margin index, will be
less sensitive to variations when compared to case 2. However, it should be stressed that
the equivalence between robustness index and allowable tolerance in parametric variations
is not proportional. This should be expected since the modelling follows an unstructured
representation for the uncertainty process. To further illustrate this point, cases 2 and 3
are examined in terms of the closed loop system’s stability while reducing the torsional
natural frequency in a vacuum. The choice of torsional frequency as the varied parameter
is due to its dominant contribution to the flutter mode. Fig. 6.5 demonstrates that case 3
can in fact sustain a slightly larger reduction in the bridge’s torsional stiffness. Both cases
however exhibit a type of soft flutter behaviour when relatively minor changes to the deck’s

torsional stiffness are introduced.

case 2: Root Loci of System Variations ) Case 3: Root Loci of System Variations
2 T T T T
5L \ 1 1.5F -
Lo “..| original system .| Original System
g 1 1%reduct|on inwt;: rsional natural freq. °_E5 ! ...2% .EQ.Q'HEIlQQL[‘ to”_r_s_;onal natural frequency
O TR g i 05l .
0.4 0.2 0 0.2 0.4 0.4 0.2 0 0.2 0.4
Real Real
() (b)

Figure 6.5 (a) Root loci of the deck-flap system corresponding to case 2 for 1% variation
in the zero wind speed torsional natural frequency. (b) Root loci of the deck-flap system
corresponding to case 3 for 2% variation in the zero wind speed torsional natural frequency.
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6.3.3 Network Synthesis using Inerters
The Inerter

The inerter is a two-terminal, one port, mechanical device introduced in [177] such that
equal and opposite forces applied at the terminals are proportional to the relative acceleration
between them. Consequently, F = b(U, — Uy ), see Fig. 6.6. The constant of proportionality
b is referred to as the inertance and is measured in kilograms. The applicability of the
inerter device is dependent on its small dimensions and mass (relative to its inertance)
as well as independence from spatial orientation. Furthermore, the inertance should be

adjustable independently of the mass and should support adequate linear travel [62]. There

F

F
— &—— Mechanical Network ——— «——
Lo,

Ly,

Figure 6.6 A-free-body diagram of a one-port (two-terminal) mechanical element or network
with force velocity pair (F,v) where v = U, — Uj.

are several ways in which the inertance can be realized, depending on how the device is built.
Three types of inerters have been proposed namely; mechanical geared inerters; hydraulic
inerters and electromagnetic inerters. In this work only the mechanical system alternative is
considered. Schematics of two mechanical realizations of an inerter component are shown
in Fig. 6.7.

For devices such as the ones presented in Fig. 6.7 the value of the inertance is easy to
compute [39, 110]. In general, if the device gives rise to a flywheel rotation of o radians per
metre of relative displacement between terminals, then the inertance is given by b = Jo2,
where J is the flywheel’s moment of inertia. Alternatively, considering a gear of radius
rg, then b = é A key feature of the inerter is that the inertance can be adjusted through
gearing, without significantly increasing the inerter’s physical mass. Devices weighting
approximately 1kg have been reported to produce inertance of the order of 60 to 240kg,

depending on the gearing [39].
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Figure 6.7 Inerter schematics (a) Rack and pinion mechanism (b)Ball screw inerter. These
drawings were reproduced from [177] and [39].

Passive Circuit Synthesis

One of the principal motivations for the introduction of the inerter [177] is the synthesis
of passive mechanical networks. It has been pointed out that simple masses together with
spring and damper components are insufficient in establishing an electrical-mechanical
analogy, which would allow the full implementation of the electrical circuit synthesis theory
for mechanical systems. In the afore-mentioned analogy the spring is the equivalent of the
inductor and the damper is the resistor equivalent. The mass element however, cannot be
used as the capacitor equivalent because it has one terminal connected to the ground. It is
thus necessary to replace the mass element by a genuine two-terminal element. The inerter
bridges this gap.

The theory of passive networks has been widely studied in the electrical engineering
literature [9] and is based on the idea of through and across variables. Through variables re-
quire one point of measurement, e.g. forces, while the across variables need to be measured
at the extremities of an element, e.g. velocities. For mechanical networks in rotational
form, the through and across variables are torque and angular velocity, respectively.

The concept of passive electrical circuits can be translated explicitly to mechanical
networks as follows: A mechanical one-port network with a force-velocity pair (F,v), see

Fig. 6.6, is considered passive if for all admissible F' and v, square integrable over(—oo, T'),
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Eq.(6.24) is satisfied.
T
E(T):/ F(t)v(t)dt >0 (6.24)

The above integral equation effectively represents the energy supplied to the mechanical
network [62]. A network is thus passive if it cannot supply energy to the environment.
The impedance of a network, Z(s), is defined as the ratio of the across to the through
variable. For a mechanical network it is effectively, Z(s) = % (where £ denotes the

laplace transform, v is the relative velocity across the element and F is the force). The

1L

admittance, Y (s), is defined as the reciprocal of the impedance, Y (s) = 76

. If a one-port
mechanical network has impedance Z(s), which is a real rational function then the network
is passive if and only if Z(s) is analytic and Z(s) +Z*(s) > 0 in Re(s) > 0. The following

theorem [9] is an equivalent way to define network passivity.

Theorem 2 Let Z(s) be the real rational impedance function of a linear time invariant

two-terminal network. Then the network is passive if and only if
1. Z(s) has no pole in Re(s) >0 ;
2. Re|Z(iw)] > 0 for all real ® with i® not a pole of Z(s);
3. Poles on the imaginary axis and infinity are simple and have non-negative residues.

Real positive functions satisfying the above conditions are termed positive real. If
Z(s) is positive real, there exists a two-terminal mechanical network whose impedance
equals Z(s), which consists of a finite interconnection of springs, dampers and inerters
[62, 177]. With regard to its practical implementation, this means that by imposing a
passivity constraint on the impendence of the controller transfer function, which is to be
designed, a mechanical realization of this controller, out of pure passive components, can
be subsequently pursued. This strategy provides a considerable advantage compared to the

standard techniques when the mechanical network layout is selected before hand.
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Applications

The inerter, although a relatively new discovery has found its way in many engineering
applications. Smith [177] initially outlined the potential use of some inerter-based systems.
These include: 1) the simulation of a mass element without the need of a large mass. i1) a
methodology for absorbing vibration without the need for mounting an additional mass.
This is also advantageous in the sense that it avoids the problem of setting limits of travel for
the added mass. iii) Implementation in vehicle suspension systems. In traditional suspension
problems, the suspension system makes use of springs and dampers for connecting together
the sprung and unsprung elements of the vehicle. This approach is restricted because it is
unable to reproduce the full breadth of impedances. The inerter allows the broadening of
impedances [62]. The inerter component was first used in Formula 1 racing car suspension
systems, under the name J-damper [39] for the McLaren team.

In the civil engineering field, the inerter device was first introduced for suspension
control of buildings in [196]. The focus therein was on earthquake and traffic loading.
The performance of different inerter-based layouts was compared to traditional suspension
systems comprising of springs and dampers. Similarly, Ikago et. al [84] proposed a
tuned viscous mass damper (TVMD) for building systems. In their work they propose
an inerter-based ball screw mechanism, which translates linear motion to high-speed
rotational motion, thus resulting in significant additional apparent mass. In other words,
the ball screw mechanism amplifies the apparent effect of a relatively small mass, enabling
effective control of the seismic response of building structures. In [124] the inerter mass-
amplification mechanism was used for forming the tuned-mass-damper inerter (TMDI),
building upon the conventional tuned-mass-damper (TMD). It was analytically shown that
an optimally designed TMDI outperforms the classical TMD in minimizing displacement
variance of single-degree-of-freedom systems under stochastic excitation. The study was
then extended to multi-degree-of-freedom structures. More recently, Lazar et. al [110]
proposed an inerter-based system, modelled inside a multi-storey building, located in braces

between adjacent stories, aiming at reducing vibrations due to base excitation.
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The following analysis will focus on combining the mass amplification effect of the
inerter with the aerodynamic flap effect for flutter stabilization. It will be demonstrated
that the added mass effect has a beneficial impact on the closed-loop system robustness.
Furthermore, as opposed to previous analyses, in the structural field, the mechanical layout
of the mechanical compensators is not predefined but constructed from the associated

positive real transfer function.

6.3.4 Optimization II: Mechanical Compensator in parallel to Flap

Retention Components

The control investigation of the previous section demonstrated that a significant increase
in aeroelastic boundaries can be achieved through the combination of optimized flap
retention components and appropriate deck-flap pivot location. The spring and damper
elements optimized are effectively the structural parameters Kg, Ky and Cg, Cy appearing
in equations (6.9)-(6.12). The location of the flap hinges is implemented in the model
by computing the structural quantities in equations (6.5)-(6.6) as well as adjusting the
[ and m parameters in equations (6.17)-(6.19). The main disadvantage of this relatively
simple feedback mechanism is the resulting poor robustness properties. The following
examination seeks to improve the stability margins, while retaining the increased critical
flutter and divergence speeds, by introducing control networks K;(s) and K;(s) in parallel
to the retention components.

In this study we confine our attention to passive control systems that do not require
power supply. Consequently the added feedback systems should be realized by the intercon-
nection of passive mechanical components. It should be stressed that the network layout is
not preselected. Instead, a passivity constraint is assigned to the controller transfer function
and a mechanical realization is then derived based on springs, dampers and inerters [177].

In the examined deck-flap system, whose block diagram is presented in Fig. 6.2, the
through variables are the flap torques ME], ME’, see equations (6.11)-(6.12), and the

cross variables are the flap angle rates Bh B,. Consequently the leading and trailing flap
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compensator admittance functions are defined as K;(s) = mP /B and K;(s) = mP /B
respectively. In a further narrowing of the problem, emphasis is placed on the synthesis of
first order compensators that seek to maximize the robustness index € in Eq.(6.23). Higher
order compensators were examined, but the additional benefits were found to be minimal.

The class of first-order compensators considered here are of the following form

_As+B

K(s) = 1D’ (6.25)

where A >0, B> 0,C >0 and D > 0, with at least one of C and D positive. for this class
of compensators this condition is sufficient to ensure the positive realness of the admittance
function, in accordance with Eq.(6.24).

The design results of this procedure for cases 2 and 3, see Fig. 6.3 are presented in
Table 6.3. The final flap controllers consist of a spring and a damper in parallel to the
mechanical realization of K;(s) and K;(s). The overall system admittance is denoted as
Y, (s) and Yy (s) for the leading and trailing flaps respectively. Case 1 is not reported
because no improvement was obtained when using an additional compensator. For case
3 a trade-off between the maximum critical flutter speed and the allowable robustness is
presented (cases 3a and 3b). Clearly, by introducing a first order compensator at the deck-

flap hinges we can significantly raise the system’s tolerance to parametric uncertainty in the

torsional frequency. Similar results are attained for variations in aerodynamic parameters.

Cases Flutter || Max. Tor. Stiffness Kp Damp. Ratio Leading Trailing
Speed || Variation || = Ky (kKNm/m) Cp=Cy Flap Flap
2 [mmis [ s [ o | amn [ s g
3a 89m/s 3% 2.48 x 10° 0.16% 1736.33?3?3.7051 1'3237.8X71s(f§311§0
3b_|| 86m/s | 5% 233 %107 1.34% Pty || Megten

Table 6.3 Flutter critical wind speeds and maximum allowable variations in the zero wind
speed torsional natural frequency for deck-flap configuration 2 and two variations of
deck-flap configuration 3 (3a,3b).
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In order to synthesise the controller, one recalls that the admittance (the ratio force/velocity)
of a damper is constant, say c. The admittance of a spring is k/s and the admittance of
an inerter is bs [177]. Therefore, if one were to consider a damper and spring connected
in parallel, the admittance of the combination would be ¢ + k/s. Applying the basic rules
associated with series and parallel combinations of mechanical elements, the admittance
is the sum of the admittances for a parallel combination of elements, while the inverse
of the sum of the inverses is used for a series combination. In the case of the first-order

compensator (6.25), one observes that when AD — BC > 0:
1 _1 -1
K(s) = AHB_(Cs+DVT_(C (AAs+B) _
Cs+D As+B A AD — BC
—1
1 AZs AB - 1 . ~1
- (A/C+ <AD—BC+AD—Bc> ) = <c1+(bs+02) ) (6.26)

which represents a damper ¢; = A/C connected in series with the parallel combination

of a damper ¢; = AB/(AD — BC) and an inerter b = A? /(AD — BC); see Fig. 6.8'. When

A > B, the transfer function K (s) can be approximated by an inerter and a damper in series.

Figure 6.8 Realization of the first-order mechanical compensator (6.26).

IWhen AD — BC < 0 there holds

6.27)

K(s)

_As+B A BC—AD A ( C2s cD )‘1

~CstD C CcstD) ¢ \BC—aD "BC-AD

—1 —1
AL ( Lo, ) N
== BC_AD ' BC_AD =< T
¢ C2s CD 5 €

which consists of a damper ¢; = A/C in parallel with the series connection of a spring k = (BC — AD) /C?
and a damper ¢, = (BC —AD)/CD.
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The physical parameters of the networks for the different transfer functions presented
in Table 6.3 are shown in Table 6.4. It is observed that the magnitude of the damper c; is
considerably smaller than that of ¢, so without significant loss in performance the transfer

function can be realized by solely an inerter and a damper in series.

Cases Flutter || Max. Torsion Leading Flap Trailing Flap
Speed Variation Network Network
c1 =54TT13Nmsec/[rad || c1 = 37584.9Nmsec/rad
¢2 = 0.9Nmsec/rad c2 = 0.398Nmsec/rad
_ 2 _ 2
) 78m/s 59% b =9185.8kgm b = 4222 3kgm
c1 =119632.4Nmsec/rad || c1 =99047TNmsec/rad
c2 = 8509.9Nmsec/rad c2 =2140.4Nmsec/rad
— 2 — 2
cl =55206.5Nmsec/rad || c1 =32864.2Nmsec/rad
c2 = 1.1Nmsec/rad c2 = 0.48Nmsec/rad
— 2 _ 2
3b 86m /s 59 b =11254.3kgm b =4865.1kgm

Table 6.4 Mechanical network parameters for the first order compensators presented in
Table 6.3

6.3.5 Investigation of the Optimum Flap Pivot Position

o
M fallza)b
i f_::‘ ,3
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Wind speed: U
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Figure 6.9 Sketch of the practical implementation of the passive deck-flaps configuration
system. Y,;(s) and Yy (s) are the passive networks attached at the hinges of the leading and
trailing flaps respectively. They are composed by a spring and a damper in parallel with the
mechanical realization of a first order compensators K;(s) and K; (s).

In the previous sections three different flap pivot locations were investigated, Fig. 6.3. It
was demonstrated that when the pivot points are on the outer edges of the flaps significantly

better aeroelastic performance can be attained. To further examine this point the general
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case where the location of the flap pivot is considered as an optimization parameter is
considered. In Fig. 6.9 parameters /; and #; ranging from O to 1 determine the location of
the hinges. The sectional Humber Bridge example was used again to assess the performance
of the mechanical feedback system. Fig. 6.10 (b), presents the stability performance after
the optimization procedure of the flap retention components Kg and Ky, and Cg and Cy
in (6.11) and (6.12), the optimal locations of the flap pivots in Fig. 6.9 and the added
mechanical network, Fig. 6.8, placed in parallel to the retention elements. The aeroelastic
stability properties of the uncontrolled deck are shown in Fig. 6.10 (a), where the flaps are
considered rigidly attached to the deck.

Similarly to the previous sections the design of the mechanical compensators Y, and Yy,
and the determination of the deck-flap system configuration, presented in Table 6.5, results
in significantly increased flutter and torsional divergence speeds of 89m /s and 101 m/s
respectively. When only the retention components were implemented it was again observed
that the robustness properties were poor, which was remedied by the implementation of
control networks Kj(s) and K;(s). Since this added robustness is required at high wind
speeds, the chosen design wind speed is 89m/s, being the highest wind speed for which
the open-loop system, only retention components, is stable. The design optimisation
focuses on determining the four parameters in each of K;(s) and K;(s), so as to maximise
€max 10 (6.23). Since we impose a first-order passivity constraint on the controller, the
parameter optimisation is achieved using a nonlinear programming algorithm rather than
the standard linear optimal coprime-factor robustness theory associated with (6.23). The
optimal compensators are also given in Table 6.5 with g,,,, = 0.2770.

The system’s robustness properties when subjected to reduction of its in vacuum
torsional deck stiffness is presented in Fig. 6.11. Reducing the deck’s torsional frequency
by more than 3% results in a soft flutter type instability having a resonant frequency of
approximately 0.175 Hz. From this analysis, given the optimized values for /; and ¢, as
well as the stability results it can be concluded that the flap pivots can be positioned at the

outer edges for construction simplicity.
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Figure 6.10 (a) Root-loci of the uncontrolled section model of the Humber Bridge. (b) Root-
loci of the controlled section model of the Humber Bridge. The wind speed is swept from
Om/sto90m/s.

Flutter Tor. Diverg. Max. Torsion Stiffness Kp Stiffness Ky
Rob. Index
Speed Speed Variation kNm/m kNm/m
89m/s 101m/s 3.61 3% 3.72x 10° 1.67 x 10°
Damp. Ratio || Damp. Ratio || Pivot Position || Pivot Position || Transfer Function || Transfer Function

s &y LF TF LF Function TF
— — 1.34x 10054135 4.51x10%5+460

1.4% 1.6% lg=0.98 tg =0.91 18.:6s+fjlrl.2 69.1X6s+3§5.7

Table 6.5 Aeroelastic limits, robustness properties and flap compensator properties of the
sectional deck-flap system. Notation, LF: Leading Flap, TF: Trailing Flap.

6.3.6 Time Response - Comparison to Active Control

The time response of the previously optimized deck-flap system is investigated in this
section. The aim is to examine the effectiveness of the passive flap mechanism in sup-
pressing divergent pitching and heaving motion of the deck at different wind speeds. The
corresponding flap movement is also observed. Furthermore, the response of the passive
system is compared to the implementation of an active H. control framework, as was
described in Chapter 5; the active control treatment is also presented in [17]. Since, an
active control scheme relies on the availability of a power source and results in high order
compensators, the flap pivot points were considered adjacent to the deck, case 1. Two

different conceptual strategies are effectively compared, the first is based on a passive
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Figure 6.11 Root loci of the section deck-flap system for the nominal system, and for
systems with 3% and 4% reductions in the (zero wind speed) structural torsional frequency.

system with optimized aerodynamic configuration and the second relies on a brute force
high order compensator implementation.

Fig. 6.12 presents the deck’s transient response related to an initial condition of a
twisting/pitch of 2¢ = 0.035rad. Four different configurations are considered, namely: the
uncontrolled deck with flaps rigidly attached to the deck, the passive networks presented
in cases 2 and 3b of Table 6.4 and the active H., control. Because the chosen wind speed
is above the critical flutter limit (65m/s) of the open loop system, but below the torsional
divergence limit 72m/s, the deck diverges in an oscillatory mode. The passive networks,
cases 2 and 3b, exhibit similar behaviour whereas the active control results in larger
magnitude oscillations but has a faster settling time. Note that this fictitious simulation is
the worst case condition, as it assumes that the controllers are switched on at the chosen
wind speed under the given initial condition. In reality the flap controllers would already
be functioning at lower wind speeds thus preventing the deck from reaching such large
amplitude values.

The deck’s pitch transient response as well as the associated flap rotation is presented
in Fig.6.13 for wind speeds of 75m/s and 85m/s. Both the passive network case 3b
and the active H., control case are included. For the lower wind speed the behaviour of

the two systems is comparable in terms of rotation magnitudes. For the wind speed of
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Figure 6.12 Deck’s pitch and heave transient response at a wind speed of 70m/s. 4 cases
are considered: The uncontrolled deck with the flaps rigidly attached, the passive networks
of cases 2 and 3b and the active H.. control.
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Figure 6.13 Transient response of deck pitch and flap rotations for the configuration of
passive network case 3b and actively controlled flaps. Initial condition is a 2° pitch of the
deck and considered wind speeds are 75m/sec and 85m/s.



6.3 Deck-Flap Mechanical Feedback System 168

85m/s however it is shown that active control provokes significantly larger flap movement.
Magnitude of this size, 0.3rad, can provoke flow separation. This behaviour is not entirely
surprising if its considered that for the active control case, flap compensator need to stabilize
the deck against torsional divergence, at U = 72m/s. Because torsional divergent behaviour
is effectively a static instability, larger counteracting moments are required which in turn
provoke significantly larger flap rotations. The passive deck-flap design on the other hand,
by optimizing the system kinematics in an aerodynamic favorable manner attains a higher
divergence critical wind speed. Hence, the passive configuration has a positive impact both
on performance and flap amplitude limitation.

The following part examines the leading edge flap contribution in terms of stability
and performance. Deck-flap configuration 3b is once more chosen for comparing the
system’s response when the leading flap is controlled, see previous analysis, or fixed. For
the latter case the afore-mentioned described optimization procedure is carried through
and the mechanical compensators are re-tuned in order to consider the leading flap fixed.
Fig. 6.14(a) compares the root loci of the two configurations whereas Fig. 6.14(b) presents
the time response due the previous imposed initial condition for the 2 systems. In terms
of stability analysis employing just the trailing-edge flap proves sufficient in suppressing
flutter instability, however the divergence speed limit is now decreased to 81m/s, compared

to 108m/s when both flaps are employed.
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Figure 6.14 (a) Root Loci of the closed loop system with the leading flap active, case 3b,
and inactive. (b) transient response of the deck pitch and flap rotations with the leading flap
active and inactive.Initial condition is a 2deg pitch of the deck and the demonstrated wind
speeds is 75m/sec

It is recalled that employing flap controllers to achieve stability above the torsional
divergence limit results in a steep robustness loss. Consequently, a leading flap is mostly
beneficial in cases where the flutter and divergence boundaries are in proximity. In special
circumstances however, e.g. during the deck erection process, when flutter aeroelastic
boundaries are much lower than divergence boundaries, Fig. 4.13, the contribution of the
leading flap might be small. Furthermore, dynamic response simulations for this case
demonstrate that when the leading flap is active the settling time for the deck pitch is

slightly faster and the trailing flap rotation magnitudes are somewhat smaller.
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6.3.7 Section summary

This section addressed the problem of stabilizing aeroelastic instabilities in a bridge-section
model using a passive control scheme. An optimization process is proposed for tuning the
values of the mechanical components, which connect the flaps to the deck. Best results
in terms of stability and robustness are achieved when the connection is at the outer edge
of the flaps, case 3. In the case where the optimization parameters are only a spring
and a damper at the connection, significant improvement in the critical flutter speed and
divergence speed is gained but the robustness of the system is poor. We are able to improve
robustness properties of the system by introducing a first order compensator in parallel
with the spring-damper. The mechanical realization of these compensators also introduces
the use of the Inerter, which appears to have a considerable impact on system properties.
Transient response simulations show that flap magnitudes for the case of the passive system
are smaller than when using active control and thus less likely to cause flow separation
problems. The proposed mechanical configuration is also quite simple to implement in real
bridge structures as it avoids the use of additional structural components such as supporting

beams or pendulums.

6.4 Tuned Mass Dampers for Suppressing Aerodynamic
Instabilities

This section reviews some of the characteristics and shortcomings of using an eccentric
mass or a tuned mass damper (TMD) for suppressing aeroelastic instabilities. It also
provides the fundamental background for the next section, which will introduce a kinematic
link between the oscillating tuned masses and the movable flaps. More specifically, in
Sec. 6.4.2 the effect of a windward eccentric mass on reducing aerodynamic moment is
investigated. In Sec. 6.4.3 the additional masses are considered suspended. Tuning of the
mechanical components for those oscillators results in improved aeroelastic performance.

However, the latter method is laced with significant drawbacks, which will be pointed out.
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6.4.1 Deck-TMD Structural Model

The sectional model of the Humber Bridge is used for the stability investigation, which in
this case considers the flaps to be rigidly attached to the deck, see Fig. 6.15. Following a
similar energy approach to Sec. 6.2.1, the equations of motion for the combined system of

the deck with the two symmetrically placed masses of Fig. 6.15 are as follows

et T
. Ny a ®
/i-FAM
v, e Flap Pivot

(!]-\thld connection %mdr h

S Aerodynamlc Moment . mdr (h e dma 4 hdr)

Figure 6.15 Sketch of a practical implementation of a TMD control system. The TMD
consists of 2 masses symmetrically placed about the section’s elastic center. The flaps are
assumed rigidly attached to the deck.

mgh+ (S, — maidym + mardsm) 64 marhas +myiha, +Cph + Kyh = L, (6.28)

(So. — Mardim + Maydym )h + 16— mardimha; + mardimhar + CaO+ Koot =M, (6.29)
marh — mgdim®+ Carha; + Karhay = 0, (6.30)
mdrh‘i_mdrdtma‘i_cdrhdr + Karhar = 0. (6.31)

For a given bridge, in this case the Humber Bridge, the heave and torsion resonant fre-
quencies ®;, and ®, are assumed known, and are related to the corresponding stiffness
by Kj, = mg(o% and K, = Igwg where mg = mg +my; +my, and I, = I, + mdld2 +mdrd2 .

Similarly C, = ZChO)hmg, C,= ZCOL(DaIg’ Cy = ZCdl(x)dlmdl and Cy, = 2Cd,mdrmdr, where
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Wy = Kat and Wy = Rar [ and M are the aerodynamic lift and moment on the bridge
mgq|

mgy”

deck, which are effectively identical to those of the previous section.

6.4.2 Eccentric Mass

The first examined case is that of a simple eccentric mass, placed on the windward side
of the bridge deck. This is of course a special case of the general deck-TMD system.
Equations (6.28)-(6.31) are modified by making the substitutions: K;; — oo and mg;, = 0.
The underlying physical principle in flutter control by using an eccentric ballast is the

reduction of aerodynamic moment, acting on the deck’s centre of rotation [105].

Figure 6.16 Sketch of eccentric mass implementation on a sectional deck. The additional
mass Am moves the centre of gravity on the windward side thus reducing the lever arm of
the aerodynamic lift [105].

As presented in Fig. 6.16, when an additional mass is introduced at the windward edge
of the deck the centre of gravity (CG) shifts towards the aerodynamic centre (AC), which
in turn results in a smaller lever arm (L < %7) and thus a smaller aerodynamic moment. The
following numerical investigation presents the aerodynamic stability limits for increasing
added mass ratio defined as u = ,An—’(';. The distance of the mass is assumed constant at
dim = 10m; other parameter values for the Humber Bridge are given in Table 6.1. Fig. 6.17
presents the root-loci with the wind speed U being the varied parameter for a range of
mass ratios u, as well as the corresponding instability mode. For example, in the case
of an added mass ratio of u = 0.1, which corresponds to an eccentric mass of 1.32tn/m,
the flutter boundary is raised from 65m/s to 75m/s. It is apparent that this methodology,

although simple, provides only modest improvement to the critical flutter speed and fails
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Root loci for different values of added mass ratio
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Figure 6.17 (a) Root loci for different added mass ratios, of the system shown in Fig. 6.16.
Mass ratio of eccentric to deck mass ranges from y = 0.01 to u = 0.3. (b) Corresponding
critical wind-speeds and associated instability type.

to substantially raise the critical divergence speed. In addition our analysis showed that
the achieved stability margins are very small. Phongkumsing et al. [153] reported that by
considering the structure’s multi-modal behaviour, through a FE aeroelastic model, much
better results can be attained, e.g. a 70% increase in the critical wind speed with a 5% mass
ratio distributed along the full bridge. The finding was attributed to changes in the mode

coupling resulting to flutter, however this analysis is not pursued further in this work.

6.4.3 Deck-TMD System Stability and Robustness Analysis

Returning to the twin-TMD arrangement, Fig. 6.15, the following investigation will concen-

trate on implementing a non-linear optimization process for tuning the physical parameters
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Figure 6.18 Root Loci for the sectional Humber Bride deck model with and without TMDs.
(a) Case TMD1: Left TMD mass 7% of deck mass, right TMD mass 3.5% of deck mass .
(b) Case TMD?2: Left TMD mass 7% of deck mass, right TMD mass 7% of deck mass.

of the two tuned masses. Simplified design formulas, from the literature [52, 118], are
also used and compared to the optimization approach. Tolerance to system uncertainties is
also discussed based on the results. The system presented in Sec. 6.4.1 has four degrees
of freedom, namely: deck heave, deck pitch and the two vertical displacements of the two
TMD masses relative to the deck, sy and hg,. The optimization parameters are the mass,
stiffness and damping of each TMD: my;, Ky;, (a1, may, Ky and (g, Two cases are exam-
ined; the first, case TMD1, allows a maximum left mass ratio index of y; ;qx = m—‘g =0.07

m

and maximum right mass ratio of . ;qx = % = 0.035. The second case, case TMD2,

m

2l = Z4r — 0.07. The optimization objective,

considers both gy ;4 = = 0.07 and oy =
similarly to the previous case is to maximize the normalized coprime stability margin. Large
movements of the tuned mass are also penalized by introducing weighting coefficients for

minimizing the TMDs natural periods, 7;; and 7. Hence, the optimization objective reads

min _ {0.5]Y]le +0.25Ty +0.25T,, } . (6.32)

ma1/rKai/r-Cai/r

Fig. 6.18 presents the root loci for the two deck-TMD system configurations. Table 6.6 lists
the obtained aerodynamic stability boundaries for flutter and torsional divergence as well as
the optimised TMD mechanical parameters. In Fig. 6.19 the transient response to an initial
deck pitch of 2° is presented for cases TMD1 and TMD?2. It is easily observed that when

using double the right mass, the settling time is faster and the vertical movement of the tuned
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masses is slightly smaller. However, in both cases the vertical displacement amplitudes of
the TMDs are large, which calls into question the method’s practical applicability when

considering a shallow deck girder.

Cases Flutter Div. Speed mqy Kai Car || mar Kar Car
Speed (kg/m) || (kN/m) % kg/m || kN/m %

TMDL || 75m/s 77m/s 945 39000 || 19.4 || 473 222 52

TMD?2 || 78m/s 78m/s 945 45900 || 19.4 || 945 373 15.6

Table 6.6 Aerodynamic limits for deck-TMD configuration associated with cases TMD1
and TMD2, and corresponding optimized mechanical TMD components.
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Figure 6.19 (a) Transient response of the deck pitch (b) transient response of the tuned
mass movement, for cases TMD1 and TMD?2, presented in Table 6.6.

The optimization framework implemented resulted, in this case, in a mechanical deck-
TMD configuration, in which the windward mass is static. The windward mass consequently
performs a function similar to that of an eccentric mass, described in Sec. 6.4.2, whereas
the leeward mass exhibits considerable oscillatory motion.

The more widely-used approach for tuning the TMD characteristics however, is based
on the use of simplified formulas derived from first principles. Fujino and Abe [66] suggest

the following tuning approach for suppressing self-excited motion.

(6.33)
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VT +u—1 _\u
& = EN Y (6.34)

(&s)max:\/(H”); V1 “—z%ﬁ (6.35)

where y = ,’Z—; is the mass ratio, m; being the total TMD mass. Y= 8—; is the tuning frequency
ratio. Usually, the vertical mass ratio is preselected and then the corresponding optimum
damping ratio is evaluated using Eq.(6.34). For tuning the TMD frequency, @;, one can set
Wy to be the effective frequency of the first torsional mode or the bridge’s flutter frequency,
when TMDs are not included [118]. It should be stressed that the afore-mentioned formulae
result in optimal performance when the negative damping related to the self-excited motion
equals the maximum damping (&;);uqyx for the chosen TMD ratio. The TMD parameters are
thus chosen to convert the structure’s negative damping to zero at a specific wind speed.
It was pointed out in [40] that this approach is a very limiting case because in practical
applications the designed TMD mass ratio, tuning frequency and damping ratio would be
expected to achieve the maximum positive damping, for the deck-TMD system. Alternative
formulas to overcome this issue have been proposed by Chen and Kareem [40], however
in every case the TMD performance appears to be very sensitive to the tuning frequency
and damping ratio. Multiple TMDs which cover a wider frequency band offer a plausible
alternative which can improve robustness but as expected is laced with implementation
difficulties. It is also possible to use a higher than optimal damping ratio but the associated
downside is that performance is compromised.

For comparing the two tuning approaches mentioned, the mass ratio of case TMD?2 is
used, u = 0.14, and the TMD damping ratio is evaluated at & = 18.7%. The optimal tuning
frequency is computed at Y = 0.937 and assuming g = O fjer = 1.38rad /s we calculate
the frequency of each TMD at @, = 1.293rad/s. Fig. 6.20 presents the stability analysis
for these parameters and also compares the dynamic response of the deck-TMD system
for the two tuning approaches. Tuningl, is based on simplified formulas, and Tuning2
follows the optimization framework. From the root locus diagram it is shown that there is

a strong coupling between the deck and the leeward suspended mass, which results into
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a self-excited instability. From the dynamic behaviour it is observed that vertical motion
amplitudes are comparable for both tuning strategies, the difference being that for the
Tuning1 case the windward mass oscillates as well. In both cases however, large motion
amplitudes of the masses are observed, being more prevalent in the leeward side. It should
also be stressed that auxiliary tuned mass dampers appear to be unsuccessful in raising the
static divergence speed. In essence, the increase in the critical divergence limit from 72m/s
to 78m/s is due to the increased mass moment of inertia resulting from the additional

masses at a distance from the centre of rotation.
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Figure 6.20 (a)Root loci of the section deck-TMD system with tuning parameters resulting
from equations (6.33)-(6.35). Wind speed is swept from 0-95m/s (b) Transient response of
mass dampers for the 2 tuning procedures. Initial condition assumes pitch of 2¢ at t=0s

Fig. 6.21 demonstrates the TMD stabilization performance against self-excited instabili-

ties and torsional divergence in a range of frequencies. It should be noticed that the mass
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damper optimum frequency is estimated around ®, = 1.1rad /s, which is different than
the one estimated before. Use of explicit formulae, based on a single degree of freedom
formuation, is thus not very accurate for determining optimal TMD parameters for control-
ling the coupled flutter phenomenon. This can be attributed to the fact that the frequency,
damping ratio and complex mode shape of the target mode branch vary with increasing
wind speed, which in turns affects the performance of the TMD [40]. For achieving more
accurate tuning parameters one should rely on parametric studies or use of an optimization

based framework, as was undertaken in the preceding analysis.
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Figure 6.21 Effectiveness of TMDs versus frequency of TMD for TMD damping ratio

6.4.4 Section Summary

This section serves as a review of TMD implementation in controlling self-excited motion.
It was demonstrated that the use of an eccentric mass and tuned mass dampers contributes
only to a minor degree to the improvement of aeroelastic limits. The analysis presented was
restricted to thin airfoil theory for the description of aerodynamic loading and the structure
was modelled by a sectional model, which neglects intermodal coupling among structural
modes and dampers. Foregoing studies have investigated the dependence of TMDs on

bridge aeroelastic characteristics. The distinction between hard-type and soft-type flutter
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has been introduced and it has been shown that for the latter case tuned dampers have a
considerable impact on the flutter critical wind speed. TMD performance has also been
proven to be sensitive to design parameter tuning around their optimal values, which poses
a severe limitation in terms of the system’s robustness. This work also showed that TMDs
are unsuccessful in increasing the bridge’s torsional divergence speed. This is an important
drawback as it is often the case that flutter critical wind speed is close to the divergence
limit, e.g. Humber Bridge. Finally the TMDs experience large displacements, TMD stroke,
relative to the deck, particularly on the leeward side. The presented design will serve as
a building block for the next section, in which a kinematic constraint between the mass
dampers and flaps is introduced. It was demonstrated that passive flaps can favorably
modify the system’s aerodynamic characteristics, allowing a hard-type flutter to become
a soft-type flutter, whereas the auxiliary damped masses control the flap movement and

provide additional damping.

6.5 A Nexus Between Tuned Mass Dampers and Flaps

In this section the Tuned Mass Damper’s (TMD) properties are exploited in order to control
aerodynamic surfaces adjacent to the deck. The combined system is referred to as the flap
mass damper (FMD). It is shown that this novel approach can significantly improve the
aeroelastic limits while achieving good robustness margins, as well as limiting rotations of
the flaps and vertical movement of the suspended masses. The function of the tuned mass
in this case is twofold. Firstly, the motion of the masses is related to the deck’s heaving
and pitching movement and consequently it consists of an indirect way of sensing the input
signal for the flap controllers. The proposed linkage between the tuned masses and the flaps
relates to the inherent problem of passive systems based on flaps associated with lack of
access to a ground reference point. Consequently, flap rotation cannot be explicitly linked
to deck movement. The tuning procedure of the TMD in essence establishes the feedback
relationship between the two components, flaps and TMDs, and a virtual ground connection

is achieved. Secondly, the oscillating masses provide driving forces for controlling flap
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rotation. In general it is expected that the flap which attracts greater aerodynamic force will

require a larger mass connected to it.

6.5.1 Passive Control with Movable flaps and a linked TMD (Flap

Mass Damper)

Similarly to previous sections, application of classical mechanics to the combined system
of the deck with two symmetrically placed suspended masses and leading and trailing flaps,
Fig. 6.22, results in the following equations of motion. The four independent degrees of

freedom are the deck heave, pitch and the leading and trailing flap angles.

mph+ (S, — Maydm + mapdym) G+ (Sp + marr))Br + (Sy — marre)Br + Chh + Kyh = L,
(6.36)

(So. — Mardim + mapdym )i+ 6. — (I — bey S+ mayridem) By + (Iy+ berSy — mayredsm ) Br+
S CoOut Kqot =M, (6.37)

(Sp + marr)h — (I — beiSp + marridym) 8+ (Ig + marr? ) Br+
+(Cp+r7Ca) By + (K + r2Ka)By = My +MP, (6.38)

(S'Y - mdrr[)}.l + (I'Y + bC[S'Y - mdrrtdtm)d + (IY —|— mdrrzz)Bt+
+ (Cy+ 12Car) B + (Ky+ r7Kar) B = MP + MP, (6.39)

where my = mg +mg +my+mg; +mg, and Iy = I, + mdldtzm + mdrdtzm. The expressions for

aerodynamic lift L and the aerodynamic moments M, M B M B follow the same formulation
developed in section 6.2.2.

The kinematic constraint between the tuned mass and the flap angle can be realized in
different ways, for example through a rack, pinion and belt mechanism or by a connection
using levers and a gear box. A conceptual realization of the proposed mechanism is
graphically presented in Fig.6.22. In this design, the TMD movement is transmitted

through a rack-pinion-belt linkage. For the leading-edge flap a single pinion of radius
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1, is used and for the trailing flap two pinions are needed in order to reverse the angle.
Assuming radii of the pinions at the flap pivots r; and r;, it is computed that hgy = B; X r;
and hg, = —PB; x r;. The sign for the latter expressions was determined after preliminary
numerical investigations and showed to exhibit optimum performance. For the current
analytic investigation, however, it is only of essence to determine the kinematic relationship

between the mass’s vertical movement and the flap’s rotation.

® ~iag @
| \J

Figure 6.22 Conceptual mechanical configuration of the Flap Mass Damper mechanism.

In terms of the mechanical network at the flap pivot point, different alternatives of
increasing complexity were investigated. It was again observed that using a first order
compensator in parallel to structural flap retention components resulted in the simplest
network with marginally worse performance when compared to higher order compensators.
Referring to Fig. 6.2 the flap angular rates B;, B; are the inputs to the compensators, which in
turn produce the flap torques ME "and ME " as outputs. in Fig. 6.22 the overall compensator
mechanical structures are denoted by Y (s) and Yy (s) for the leading and trailing flap
respectively. The number of optimization parameters is 14, 2 x 4 for the compensators

at the flap pivot plus 6 parameters for the mechanical components of the mass dampers.
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Similarly to section 6.3.4, the objective is to minimize the robustness index and Yy, /g,(s)
are constrained to be passive. Table 6.7 summarizes the mechanical components of the

FMD for 3 hinge locations whereas Table 6.8 presents the key findings related to aeroelastic

stability limits and robustness properties.

Cases Mgy Car K Mgy, Car Ky, Leading Flap Trailing Flap
(kg/m) || % | (kN/m) || (kg/m) || % || (kN/m) Controller Controller
1 945 || 192 | 141300 | 828 || 4.8 || 16510 | =L3SxI0%_1620 || —L89xI00s 1 73x10°
2 914.9 | 11.1 || 169280 | 803.7 | 8.3 || 28280 || —LO3xI0%s 160 || 81721005 1245
3 936.6 || 7.6 || 110740 || 267.2 || 9.5 || 43390 | P00 T2

Table 6.7 Optimized mechanical FMD components for the 3 hinge locations cases depicted

. . . C Cyr
in Fig. 6.3. Damping ratios are defined as: {y; = 20),171[%(1/ and {4, = defmdr .
Cases ||| Flutter Speed || Div. Speed || Rob. Index || Max. Tor. Variation

1 110m/s 81m/s 2.58 2%

2 117m/s 86m/s 3.62 3%

3 93m/s 104m/s 2.7 5%

Table 6.8 Aeroelastic performance limits for optimized mechanical FMD components for
the 3 hinge locations depicted in Fig. 6.3.

Comparing the results in Table 6.8 with those of Table 6.3, it is shown that aeroelastic
performance is improved when an auxiliary TMD is kinematically connected to the flaps.
For cases 1 and 2 the aeroelastic limit is posed by the torsional divergence speed. When the
flap pivot points are places at the outer edge of the flaps, the divergence speed is increased
significantly making it possible to achieve better performance. Moreover, when the limit is
posed by the divergence, smaller tolerance to torsional stiffness variations is attained. The
improved closed-loop stability properties of the FMD can be shown by comparing the root
loci of case 3b, Table 6.3, with that of case 3, Table 6.8.

Fig. 6.25 presents the transient response of the deck heave, deck pitch and flap rotations
for the three methodologies described in this chapter, for a wind speed U = 76m/s. The

transient response is comparable in all cases, however the FMD exhibits slightly smaller
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Root Loci for Flap Configuration with and without FMD
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Figure 6.23 Root Loci of case 3b of Table 6.3 and case 3 of Table 6.8. The wind velocities
are swept from 0 to 100m/s.

flap rotations compared to the case when only movable flaps are present. It is recalled
that it is important to restrict flap movement so as to avoid flow separation and bluff body
behaviour in general, in order to abide with the thin aerofoil assumption. In Fig. 6.24 the
suspended mass movement is presented for the TMD?2 case and for case 3, Table 6.8. It
becomes apparent that the FMD provokes much less mass vertical movement compared to
when only the TMD is implemented.

As already stressed, TMD parametric tuning sensitivity poses a serious reliability issue.
Fig. 6.26 presents the FMD’s effectiveness over tuning frequency variations of the leeward
suspended mass, which is the most important. Compared to the equivalent TMD graph
of Fig.6.21 it is clearly illustrated that the FMD’s performance is much less sensitive
to optimal tuning of mechanical components. The presented optimization framework
determined the tuning frequency of the right mass to be wy, ~ 12.75rad/s. From the
following figure it is seen that this value is a trade-off between achieved performance and
robustness. The loss in robustness is explained by the steep drop in flutter boundaries at
frequencies greater than @y, ~ 13.75rad /s. This behaviour is due to a change in the flutter

mode which becomes unstable for this choice of tuning parameters.
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Figure 6.24 Vertical mass movement of the mass dampers for cases TMD2 from Table 6.6
and Case 3 from Table 6.8 and for wind speeds (a) 76m/s, both TMD and FMD stable, (b)
90m/s, FMD stable and TMD unstable.
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cases: i)case 3b from Table 6.3, ii) case 3 from Table 6.8 and iii) case TMD2 from Table 6.6.
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Figure 6.26 Effectiveness of FMD against tuning frequency of the right mass.

6.6 Discussion and Concluding Remarks

This chapter analytically investigated the improved aeroelastic performance of three pas-
sively controlled mechanical networks. It was shown that the implementation of single
tuned mass dampers is laced with problems associated to poor robustness margins and large
movement of the suspended masses. On the contrary, solutions based on movable flaps,
show great promise. The first approach is based on a kinematic deck-flap arrangement,
where an optimization process is used for tuning the mechanical components at the flap
pivot points as well as the connection location between the deck and flaps. It was shown
that locating the flap hinges at the flap outer edges while optimizing for the flap retention
components increases aeroelastic stability. Addition of a passive first order compensator,
including inerter components, helps achieve better robustness properties.

The second approach focused on combining the benefits of tuned mass dampers systems
with that of optimum flap kinematics. A transmission system designed out of purely passive
components (spring, dampers and inerters) aims at achieving maximum robustness margins
to structural and aerodynamic uncertainties. The proposed design avoids the inherent

shortcomings of TMDs while increasing flap effectiveness by providing additional structural
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damping. An advantage of both procedures is that the network layout is not preselected, but
determined through an optimization process. The FMD leads to a more more complicated
design, but avoids external structural linkages which can pose serious technical difficulties
as well as altering the deck’s aerodynamic properties. Passive arrangements of this sort are
not only appealing because of their practical simplicity and reliability but can even exhibit
advantages when compared to active control schemes. The reason is largely based on the
fact that the optimal arrangement of deck-flap kinematics raises the divergence boundary
and thus helps avoid large flap angle magnitudes and associated large torques as controller

outputs.



Chapter 7

Passive Aeroelastic Control of a

Suspension Bridge during Erection

7.1 Introduction

This chapter will extend the analytic investigation of the previously proposed passive
control mechanisms on the FE aeroelastic model. Particular emphasis is placed on the
early stages of the deck erection process, where the structure’s vulnerability to flutter
has been established. In the following FE implementation the focus will be on the first
passive deck-flap network examined in Chapter 6 because of its construction simplicity and
promising aeroelastic performance exhibited on the sectional investigations. It is however
expected that implementation of the flap mass damper mechanism will yield better results,
due to the additional structural damping provided by the auxiliary TMD. Its performance
remains to be revealed in future examination.

The practical use of nonlinear optimization algorithms in a high mode aeroelastic model
necessitates the use of reduced order models. The techniques here employed relate to the
determination of the dominant poles, and the corresponding dominant modes of the system
transfer function, which are specific eigenvalues and eigenvectors of the state matrix. The
eigensolution methods for computing dominant poles and modes are briefly reviewed and

their effectiveness is demonstrated on the bridge aeroelastic model. The overall framework
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for tuning the passive feedback components on the full model is reviewed. Multimodal
interactions are observed at the various erection stages and conclusions are drawn with
regard to contribution of various vibration modes to aeroelastic instabilities. The Humber

Bridge is again the chosen example for numerical simulations.

7.2 Implementation of Flap Dynamics in the FE model

The deck-flap kinematic model presented in Fig. 6.1 is incorporated in the FE structural
element, as presented in Fig. 3.4. The flap additional terms related to their kinematic and
potential energy contribution are added to the corresponding bridge terms as expressed in

[1-3]. These quantities are given in (7.1) and (7.2) respectively.
1 - 1 -
T = —/ [_(I’— ”b)Bl] dm T, = _/ [(’"_’”gam)ﬁz] dm 7.1
2 Ja, 2

1 1
V= 5Kp(B1)* + 5 Ky(B))’* (7.2)

The full structural matrices including the flap terms are given in Appendix B.

Figure 7.1 Relating the aerodynamic forces to the element nodes.

The aerodynamic force modelling follows a similar lumping approach to Chapter 4,
Fig.4.8. The aerodynamic moments on the flaps M Bl and mPB! acting about the leading-and
trailing-edge flap hinges respectively are also lumped at the end nodes of each element, see

Fig.7.1.
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7.3 Model Reduction of Aeroelastic Model

This section presents an algorithm for computing the dominant eigenvalues and correspond-
ing eigenvectors of a large scale dynamical system. This procedure seeks to dispense with
the less important characteristics of the model and thus reduce the size of the state-space.
Because almost all of the quantities in this chapter are either matrices or vectors, boldface

notation is omitted.

7.3.1 Dominant Poles and Modal Equivalent

The flap controller design optimisation process requires the use of a nonlinear programming
algorithm, which can be expensive to run in terms of computing resources. Given that the
system model has hundreds of states, significant practical design benefits derive from the
use of a reduced-order system model.

The model reduction framework adopted here follows the following framework. As-
sume a stable n'" order time invariant descriptor multi-input multi-output system (MIMO)
(Ef,Ar,By,Cy) of the form

Epxp=Agpxs+Bru
(7.3)

z=Cyxy,
where, Ef, A ¢ RV, By ¢ R™™ Cr € RP*", xp € R", u € R™ and z € RP. The descriptor
matrix £y may be singular. If £ is non-singular, the system can be transformed to a regular
state-space form (Ej?lAf,EJ?lB r,Cr) although this might not always be computationally
efficient [160]. The model reduction problem consists in finding a stable k¥ order system
(Ep,Az,By,Cy):

Esir=As%r+Bru

(7.4)

z=Cyiy,
where k < n,and Ef,Af € ROK B, e RO Cr e RP*K 5, € RF, u € R™ and 7 € RP. The
number of inputs and outputs are hence the same as for the original system. The reduced

order model should satisfy the following requirements [160]:
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* The approximation error must be small, meaning that that the output error ||z(¢) —

Z()|| should be minimized for some or all the inputs u(z).

* The order of the reduced system should be much smaller than the order of the original

system k < n.

* The reduced model must preserve the structure of the original model especially in

terms of stability and passivity.
* The reduced model must be physically realizable.

The model reduction methods implemented in this work are based on the premise that the

reduced-order model is constructed via a Petrov-Galerkin projection
(Ep,Ap,Bs,Cr) = (Y'E;X,Y*A/X,Y*B,X*Cy), (7.5)

where X,Y € R"™* are matrices whose columns form the bases of relevant subspaces in
the state-space. The procedure adopted in this paper is that of the dominant pole algorithm
(DPA) first proposed by Martins et al. [125]. The transfer function G(s) of the system in
Eq.(7.3) is given by

G(s) =Cy(sEf—Ayr) "' By, (7.6)

where s is the Laplace variable. The poles of the transfer function (7.6) are the eigenvalues
A; € C of the matrix pencil (A, Er), some of which might be at infinity. An eigentriplet
(A, vi,w;) contains an eigenvalue as well as the right and left eigenvectors v;,w; € C"

Afvi = A,iEfV,', Vi 75 0
7.7

wiAr =MwiEr w; #0.

If the pencil has a simple eigenstructure, non repeated eigenvalues, then the transfer function

can be expressed as a sum of residue matrices R; € CP*™ over the first order poles [93, 125]

G(s) =Rw+ Y. K ' (7.8)
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where, 7i < n is the number of finite poles (eigenvalues), and R, is the contribution due to
poles at infinity. It can be therefore concluded that G(s) can be effectively approximated
by the sum of k < 7 terms, which have the largest residue magnitudes |R;|. The reduced
sum of k terms determine the so called effective transfer function [125]. Large residue
magnitudes translate to good observability and controllability for the associated pole, thus
signifying pole dominance. This means that the peaks of the Bode magnitude plots occur
at frequencies close to the imaginary parts of the dominant poles of G(s). Hence, an
approximation of G(s) consisting of k terms with the largest |R ;| defines the approximation,

which a modal equivalent of the original system as the poles are preserved.

R.
Gi(s) =Y, s—]xf (7.9)
=1

J:

In general, dominant poles can be located anywhere in the (A s, Er) spectrum. The proposed
algorithm in [125] converges to the dominant poles of a single-input single-output system
(SISO) using initial guesses as starting points, referred to as shifts. The exact definition of

dominance therein, is given as follows.

Definition 7.3.1 Dominant Pole. A pole \; of G(s) with corresponding right and left eigen-

vectors v; and w; (wjv; = 1) is called dominant if R = | RL’E&‘_)‘ = l(cﬁzz((;i i)ff ) is relatively

large compared to Iéj,i £ .

A modal equivalent that consists of the most dominant terms determines the effective
transfer function behaviour. iF X € C"*K and Y € C"** contain the right and left eigenvec-
tors v; and w; of (A, E) as column vectors, such that Y*AX = A = diag(A1,...,Ax) and
Y*E¢X = I, then the reduced system can be derived as follows by setting x = XX and left
multiplying by Y*.

Xp(t) = A%p(t) + (Y*By)u(r)
(7.10)

1) = (Crx)E, (1)
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For stable systems, the error in the modal equivalent can be quantified as follows [80]

1G — G|, = zn: Ri 1l < Zn: %1l (7.11)
T s M| T A [Re()]

The model is said to satisfy an infinity norm bound on the absolute approximation error. A
significant advantage of this framework is that the poles of the reduced-order model retain
their physical interpretation, some modes for example are expected to exhibit significant
contribution on the bridge’s aeroelastic behaviour. Furthermore, the procedure is automatic

while retaining the poles which contribute mostly to the associated transfer function.

7.3.2 Computation of Dominant Poles

The poles of the transfer function in Eq.(7.6), A € C satisfy the condition limy_, ||G(s)||.=

oo, The reciprocal of the transfer function is then considered

H:C—-C:s— . (7.12)

G(s)
For a pole A of G(s), limy_,j H(s) = 0. In other words, the poles are the roots of H(s) and a
Newton method is usually employed for finding them. Furthermore, the derivative of H (s)

with respect to s is given by

H'(s) = : (7.13)

And the derivative of G(s) with respect to s is
G'(s) = —Cy(sEf —Asp) 'Ef(sEf —Ay) "' By. (7.14)

Making use of equations (7.13) and (7.14) leads to the following Newton scheme

H(Sk) N 1 Gz(sk) ) Cf(SkEf—Af)—le
H'(sy) G(sx) G'(sx) Cr(sxEp —Ay)Ep(siEp—Ay) ™' By
(7.15)

Sk+1 = Sk —
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Using the notations vy = (sxEy —Af)_le and wy = (sxEf —Ay)~*C* Eq. (7.15) can be

rewritten as

CseEr—As) 'As(skEr—As) "By wiApw
Cr(skEr —Af) 'Ef(skEr —Ap) "By wiEpvy

Sk+1 = (716)

An algorithmic implementation of the DPA by use of the LU-factorization can be found in
[160]. If an exact LU-factorization is not available, one has to use inexact Newton schemes,
such as Jacobi-Davidson style methods.

For Singe-Input-Single-Output (SISO) systems the transfer function gain can be defined
by a single complex number for any frequency. For MIMO systems on the other hand, the
transfer function matrix is of dimensions p x m and hence does not have a unique gain for
a given frequency. The SISO concept of single transfer function gain needs to be replaced
by a range of gains, having upper and lower bounds [126]. These bounds are expressed in
terms of singular values of G(s). Setting s = i®, where ® is the frequency range 0 < ® < oo
and denoting the smallest and largest singular values of G(i®) by Gin(®) and Gyax (®), it

follows for square G(s) matrices that

|G (im)ulio)|,
lu(io)l

Gmin(w) < < Gmax(m)- (717)

The singular values of G(s) are also referred to as principal gains [80]. Plots of the smallest
and largest singular gains against frequency, are referred to as sigma plots. Dominant poles
of the MIMO system can be observed from the corresponding G,,,,-plot of G(s), where
peaks occur at frequencies close to the imaginary parts of the dominant poles of G(s).
The performance of the effective transfer function can thus be assessed by comparing the
sigma plots of the original and reduced system. Moreover, The dominant poles of a MIMO
transfer function are those s € C for which G, (G(s)) — oo and a similar to the DPA case
Newton scheme can be proved to converge. The interested reader is referred to [126] for

further details.
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7.3.3 Application of Model Reduction on the Bridge Aeroelastic Model

The MIMO variant of the DPA is used here to approximate the aeroelastic model of the

partially complete Humber Bridge shown in Fig.7.2. In the model reduction study the

Figure 7.2 Partially complete Humber Bridge used in model reduction study.

central span comprises 7 (out of 39) of the 36 m deck elements installed, the Hessle side
comprises the cables only and the Barton side has 3, 50 m deck elements installed. The
high-order open-loop system has approximately 860 state variables, which describe the
bridge dynamics as well as bridge and flap aerodynamics. This configuration corresponds
to an intermediate stage in the actual erection process. The central 5 elements on the
central span are assumed fitted with leading- and trailing-edge flaps; flaps have not been
included on the free end elements in order to avoid modelling 3D aerodynamic tip effects.
Although finite aspect-ratio deck sections affect the aerodynamics in the erection stage,
the influence of these effects decrease with increasing reduced frequency. Reduced order
models are computed for each wind speed in the range of interest. Fig.7.3 shows the
eigenvalue spectrum of the original system at a wind speed of 55 m/s wind speed as well as
the corresponding dominant poles after the MIMO dominant pole procedure (MDP) was
applied. Fig. 7.4 further reduces the state space size through implementation of the balanced
truncation procedure [80], to further reduce the number of states to 25. The unstable poles

are preserved unaltered.
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Pole Spectrum of Original and Reduced Systems: Wind S. U=55 m/s
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Figure 7.3 Pole locations of the original and reduced systems after implementation of the
MIMO dominant pole algorithm. The original system has 864 states and the reduced-order
model 74 states.
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Figure 7.4 Pole locations of the original and reduced systems after implementation of
dominant pole algorithm and balanced truncation. The original system has 864 states and
the reduced-order model 25 states.

The frequency-gain properties of MIMO systems are best expressed in terms of the
frequency-dependent transfer function matrix singular values [80]. Fig. 7.5 shows the effect
of the model approximation process on the model’s input-output properties. The transfer
function studied here is ten-by-ten, with the ten inputs the torques applied to the five leading-

and trailing-edge flaps. The ten outputs are the corresponding ten flap angle rates.
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Figure 7.5 Largest and smallest singular values of the 10 x 10 transfer function that maps the
ten flap torques into the corresponding ten flap angles. Figure (a) shows the characteristics
of a 74-state reduced-order model computed using the MDP, [126]. Figure (b) shows the
effect of a further balanced-truncation model reduction step to 25 states.

It can be concluded that the reduced-order equivalent model has frequency responses

that closely matched those of the full-order model.

7.4 Overall Framework and End Flow Effects

7.4.1 Overall Framework

All the modelling and control system optimisation techniques are now in place; an overview
summary and flow diagram is provided with regard to the modelling and control system
synthesis processes in Fig. 7.6. The first step is to develop a structural model that reproduces
the bridge’s important modal characteristics, both as a complete structure, and at various
stages of the erection process; see Chapter 3. The kinematics of the flaps, which are

connected to the deck by a spring and damper, are included as FE elements. The introduction
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Figure 7.6 Controller-development flow diagram

of aerodynamic forces into the deck-flap system can be achieved in two different ways.
If the deck and winglets can be considered aerodynamically separate, flutter derivatives,
obtained from wind tunnel experiments or CFD simulations, can be used to describe
self-excited forces on the deck; it is appropriate to model the winglets as thin aerofoils.
Alternatively, if the deck and flaps interact aerodynamically, potential flow theory as
developed by Theodorsen and Garrick [186, 187] can be used, following transformation
described in section 5.2.1, to describe the aeroelastic process dynamics. A reduced-order
model of the MIMO system is then constructed using a two-step model reduction process.
The first model-reduction step is directed to retaining the dominant modes of the system and
removing the others; this process does not destroy the physical insight associated with the

retained modes. The second model-reduction step uses standard balanced truncation [80] as
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is explained in Section 7.3. The reduced-order state-space description has the same number
of inputs and outputs as the original system, but a significantly lower state dimension.

In order to introduce feedback control, the order of the compensator transfer function,
at the flap connections, needs to be selected; first-order compensators are used here. These
controllers are realised as a network of passive components that include springs, dampers
and inerters [177]. The design optimisation of the parameters of the selected mechanical
network components is achieved using a nonlinear programming code. Optimization
constraints are introduced that ensure closed-loop stability, the passivity of the controller
and introduce a limit to the compensator gain. Low controller gains are important, because
high gains can cause large flap movements, which will in turn introduce flow separation

that reduces the efficacy of the flaps.

7.4.2 End Flow Effects during Erection

A concern in the determination of aeroelastic stability boundaries during the deck erection
process relates to the modelling of the flow effect around the free end of the suspended
deck. In this work the aerodynamic loading distribution assumes a two-dimensional
aerofoil assumption, which is very accurate for high-aspect ratio bodies but neglects
aerodynamic features when it comes to lower aspect ratio finite spans. Such effects, which
are effectively similar to finite wing aerodynamic modelling, have been omitted in this work
due to lack of wind tunnel comprehensive experimental validations for bridge decks under
erection. Furthermore, one of the few experimental examinations by Tanaka and Gimsing
for the streamlined deck of the Hoga Kusten Bridge [184] estimated that considering flow
three-dimensionality would result in a 5-10% higher flutter boundary. Their analysis was
based on measuring the aerodynamic derivatives separately for a short span model with
open edges and found that the obtained aerodynamic data were comparable to the two-
dimensional results, but their magnitude, particularly of the pitching moment components,
was significantly reduced due to edge effects. Tanaka et al. also reported in [185] that for

the case of the shortest deck, typically 2 to 3 times longer than the deck width, the strip
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theory assumption, without considering edge effects, would underestimate critical flutter
speed by approximately 6%.

The afore mentioned results are conceptually consistent with the three-dimensional
wing problem which predicts a smaller lift component and a smaller effective angle of
attack depending on wing geometry. Finite span wings result in added wingtip vortices.
The pressure difference between the top and the bottom wing, which generate these vortices,
also produce an overall spanwise flow. Air over the top of the wing flows somewhat inward,
while air on the bottom flows outward. The result is that small vortices form along the
trailing edge where the inward and outward flows meet. Since the relative deflection of the
two flows is smallest at the wing roots, the vortices there are less intense than the tip. The
weaker inboard trailing edge vortices quickly merge downstream with the stronger wingtip
vortex. The most wide spread approach for expressing the three-dimensionality of the flow
in finite spans is through Prandtl’s Lifting Line Theory. The theory assumes a number of
spanwise horseshoe shaped vortices, which consist of a bound vortex carried in the wing
and two trailing counter-rotating vortices [97].

Lifting line theory results in the following corrected expressions for the lift slope of a

wing having an aspect ratio AR

dCL . 21
do 1+ Z(1+71)

(7.18)
where AR = % is the wing’s aspect ratio, S is the wing’s area over the full span and T is a
correction factor depending on the wing’s shape and aspect ratio. It is reminded that the lift
slope of an ideal aerofoil is 27 [10], consequently Eq.(7.18) would indeed result in reduced
lift. Furthermore, Eq.(7.18) is valid for relatively larger aspect ratios AR > 4. When the
ratio is smaller the wing representation using a single lifting line across the span of the

wing is not anymore valid. An approximate relation for the lift slope of low-aspect ratio
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straight wings was obtained by Helmbold in 1942

dC 2
L_ T . (7.19)

do 2
V1+Gr) +ar

Furthermore, the finite wing effect will also have as a consequence an increased drag

component, induced drag, which needs to be considered in the model accordingly [10].
For the case of the Humber Bridge when 10% is erected the aspect ratio is AR = ﬁ =
% =4.95, consequently the afore mentioned correction parameters could be accounted
for in the aerodynamic model. However, care should also be placed in understanding
how flow unsteadiness near flutter instability would affect the lift magnitude. Palacios
et al. [150] examined how different models compare in capturing unsteady aerodynamic
loads in relation to the wing’s aspect ratio for different degrees of wing flexibility. For
the stiffer sections, which would be applicable to a bridge case scenario, with AR = 2, the
corrected strip theory agrees very well with vortex lattice method estimations at very low
reduced frequencies (quasi-steady case). However, as the frequency increases, so does
the discrepancy. For AR = 10, a similar bahaviour can be observed at very low reduced
frequencies but at higher ones uncorrected strip theory is closer to the more computational
robust estimations. When AR = 10 and reduced frequency is k = 0.2, which is close to the
flutter boundary, neglecting aerodynamic end effects will actually provide more realistic
results. In summary, a more reliable aerodynamic model could be pursued for the early

erection stages but emphasis should be placed to the afore mentioned issues and further

experimental investigation would be required.

7.5 Simulation results and control effectiveness

The procedure described in the previous section is now used to examine the incomplete
deck scenario. The 18 % complete deck case (see Fig. 7.2) is used for illustration, since
it represents a point of high vulnerability in the construction process. As is evident in

Fig. 4.13, coloured column, the critical flutter and divergence wind speeds are estimated as
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Figure 7.7 (a) Root locus of the Humber bridge when 18 % of the main span is erected.
The first and only flutter mode becomes unstable at 42m/s. The torsional divergence mode
reaches instability at 52m/s. (b) Natural frequency (Hz) and damping ratio of the flutter
mode as a function of wind speed.

42m/s and 53m/s using thin aerofoil theory; the flaps are assumed rigidly attached to the
deck. These critical speeds are significantly lower than the complete-structure values of
65 m/s and 72 m/s respectively; see Fig. 6.10 (a). Fig. 7.7 (a) shows the system root locus
for the 18 % complete deck; the unstable flutter and torsional divergence modes are clearly
visible.

Fig.7.7 (b) presents the frequency and damping ratio of the flutter mode as a function
of wind speed; the damping ratio goes negative at 42 m/s indicating flutter instability at this
wind speed. At zero wind speed, where the aerodynamic influences are small, the mode’s
natural frequency and damping ratio is that of the first structural torsional mode. Fig. 7.8
presents the heave and torsional structural freedoms for the flutter mode as a function of
wind speed. Since the phase information cannot be accurately conveyed in a diagram of
this type, only the magnitudes of the real parts of the appropriate eigenvector components
have been plotted.

At low wind speeds the heave motion is dominated by the second vertical symmetric
mode, with the first vertical mode taking over at higher wind speeds. It is also evident from
these figures that at all wind speeds the structural parts of the flutter mode are dominated
by the fundamental torsional mode. The flat part of the torsion mode in the centre of the

main span corresponds to completed section of the deck; see Fig.7.2. The critical flutter
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Figure 7.8 The heave and torsional components of the first flutter mode as a function of
wind speed.

speed for the equivalent heave-pitch system was computed at 32m/s, which is very close
to the flutter speed limit reported in the literature as reproduced in Fig. 4.13. The difference
highlighted by the red panel suggests that the higher order modes have a beneficial effect
on the critical flutter speed.

The system used to increase the critical flutter speed at this stage of the construction
comprises of movable leading- and trailing-edge flaps with a width of 2.75 m on either side
of the central 180 m (five 36 m elements); of the 252 m (seven 36 m elements) assembled
main span. Since there are five flap-equipped FEs, the feedback system has 10 inputs and
10 outputs. The 10 x 10 controller matrix is diagonal, since the flap compensators are
decoupled from each other; the same compensators are used on each of the 5 leading- and
trailing-edge flaps. Following the analysis presented in Sec.6.3.5, the flap hinge connections
are located at the outside flap edges I; = 1,; = 1. In contrast to the 4 DOF study presented
in Section 6.3.4, the mechanical compensators produced a negligible improvement in the
system robustness and so were omitted in this case. The system’s robustness to variations
in its mechanical properties did, however, improve as compared to its 4-DOF counterpart.
Fig.7.9 shows that the closed-loop system has a critical flutter speed of 62m/s and a critical
divergence speed of 82m/s. In order to assess the system stability robustness, the structural

stiffness matrix was perturbed from its nominal value with calculations showing that a
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46 % variation in stiffness can be tolerated for wind speeds up to 62 m/s. In the case of a
6 % decrease in stiffness, one is on the soft flutter stability boundary. In this case flutter
locus starts from the first structural (vertical) heave mode as opposed to the first torsion

(pitch) mode as seen in Fig. 6.10 (a).

Controlled system: 18% of main span erected
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Figure 7.9 (a) Root loci for the controlled 18% erected main span. The wind speed is
swept from O to 83 m/s. The critical flutter speed is computed at 62 m/s and the torsional
divergence speed at 82 m/s. The flap retention network is comprised of single springs
and dampers in parallel with values: K3 = 0.56 x 10°KNm/m, Ky = 1.47 x 10°KNm/m,
Cp = 0.47%, &y = 0.77% (b) Root loci of the nominal closed-loop system with variation of
+6% 1n the structural stiffness matrix. Wind speed is swept from 0O to 70m/s.

Fig.7.10 demonstrates the efficacy of the flap support components Kg and Ky, Cg and
Cy, in equations (6.11)-(6.12). The deck response corresponds to an initial twisting of the
main deck by 2° = 0.035rad at its midpoint; the wind speed is U = 51 m/s, which is above
the open-loop frozen-flap critical flutter speed of 42 m/s; the influence of the flap support

components is clear.
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Figure 7.10 Time response of heave and pitch for the uncontrolled and controlled 18 %
erected deck at wind speed U = 51m/s.

In an attempt to keep the further feedback design analysis as simple as possible, the
network designed for the 18 % case is used at other mid-construction phases. Fig.7.11
demonstrates the efficacy of the flap support components on the aeroelastic limits during
several deck assembly stages. The percentage of flap length, in terms of the main-span
length, used at every stage is also indicated in the graph, maximum amount of flap length is
33% of the main span implemented symmetrically around the midpoint.

In Section 6.3.4 it was observed that the proper selection of the spring stiffnesses K
and Ky, the damping constants Cg and Cy in equations (6.11) and (6.12) as well as the flap
pivot locations in Fig. 6.9 would significantly increase the critical flutter speed. However,
without an external control network, the system attained poor robust stability margins. It is
apparent from Fig.7.11 that this lack of robustness is again evident. While the flap retention
components are effective in increasing both the critical flutter and divergence speed at early
stages of construction, their efficacy reduces as the bridge construction progresses beyond
the 50 %-complete stage. As is evident from Fig.7.11, towards the end of completion,
the movable flaps are having a relatively small influence on increasing the critical flutter
and divergence speeds. This is not entirely surprising, because the stiffness and damping
parameter values were not re-tuned for subsequent construction phases. Furthermore, strong

multimodal behaviours are presented in the intermediate stages, with higher flutter modes
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Aeroelastic Stability Limits
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Figure 7.11 Aeroelastic stability limits against percentage deck completion for the rigid
flap and movable flap cases. The flap support components are those determined in the 18 %
completion study. The length of the leading- and trailing-edge flaps in each erection stage
is indicated as a percentage of the main span length (fl=flap length), and the flap width is
2.75m.

entering the response at wind speeds close to the first critical flutter speed. At completion,
the computed flutter speed is only U = 64 m/s, which is slightly lower than the uncontrolled
(rigid flap) flutter speed of U = 65 m/s; the rigid- and movable-flap divergence speeds are
U =72m/s and U = 80m/s respectively. If the optimization process is repeated for the
complete bridge stage considering a passive compensator of the form given in Eq.(6.3.4),
with the flaps covering the middle 33% of the main span, the resulting aeroelastic limits are
significantly improved. It should also be stressed that as seen from the following figure there
is a step increase in the full-bridge critical flutter speed when temporary end connections
are replaced with permanent ones. Table.7.1 summarizes the attained aeroelastic limits and

the control passive components for the completed bridge case.
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Flutter || Tor. Divergence || Max. Stiffness Stiffness Stiffness Damp.
Speed Speed Variation Kpg (kNm/m) Ky (kNm/m) Ratio {g
102m/s 84m/s 7% 5.29 x 10° 1.25 x 10° 0.25%
LF Network TF Network
Damp. Transfer Transfer
(c: Nmsec/radm) | (c: Nmsec/radm) la=1ta
Ratio Func. LF Func. TF
(b: kgm?/m) (b: kgm?/m)
0.56% 0.59x 1095+356.9 3.66x1075+815.5 b=12353_ = 8221 1
: 26.095+2507 114.75+4452

Table 7.1 Aeroelastic stability limits, robustness margin and mechanical compensator
characteristics for the full controlled bridge FE model. The flaps span the central 33 % of
the main span.

Trailing flaps

Edge flaps left

£ keadingflaps
Middle flaps x Midway flaps right

U

Figure 7.12 Plan view of main span with leading and trailing flaps.

Fig.7.13 illustrates the transient movement of the flaps following a deck pitch distur-
bance; three leading- and trailing-edge flaps in the FE model are illustrated, according
to Fig.7.12. The initial disturbance consists of 0.035 rad twisting of the main span at its
midpoint, for a wind speed just below the critical divergence speed (U = 84 m/s in this
case). The resulting flap rotations are observed to be small compared to the deck’s pitching
motion justifying the assumption of small rotations, implicit in the use of thin airfoil theory.

In the final control investigation, the flap controllers are re-tuned at four intermediate
erection stages and the aeroelastic stability limits are recomputed. The flap length as a
percentage of the main span is kept the same is in the preceding investigation, Fig.7.11.
Fig.7.14 presents the bridge’s attained aeroelastic performance for the re-tuned mechanical

networks.
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Figure 7.13 Flap angles transient response for the case of the completed bridge with flaps
in the main 33% of the span.
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Figure 7.14 Aeroelastic stability limits against deck percentage completion for the un-
controlled, flaps rigidly attached to the deck, and the controlled deck. The implemented

controllers were re-tuned at four intermediate stages, marked with green circles. The flap
width is 2.75m.

All the leading- and trailing-edge flaps used follow the same control law respectively.
Although performance improvements are achieved in the intermediate stages between
50% and 100% complete, these improvements were not as significant as the introduction

of compensation networks in the first instance. A more complicated control network
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distribution, with different controllers at each flap element, could potentially improve
the system performance as this would help suppress higher flutter modes, prevalent in
the intermediate stages. In summary, the final conclusion drawn is that the proposed
mechanical network implementations presented in Fig.7.11 and Fig.7.14 are relatively easy
to implement and lead to a significant increase in the critical flutter and divergence speed at

the early stages of erection and at the completed stage, after permanent connections are

applied.
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Figure 7.15 (a)Normalized real part of the vertical and torsional component of the complex
flutter mode at distinct wind speeds, for the controlled deck-flap system when 74% of the
main span is erected. (b) similarly for the second flutter mode.

Fig.7.16 presents the Root Loci for the uncontrolled and controlled bridge-flap system,
when 74% of the main deck is erected. It is observed that two flutter modes reach instability
for the uncontrolled system and three flutter modes for the controlled system, before wind
speed reaches U = 70m/s. The instability of these modes takes place in a narrow wind
speed band, a fact that poses difficulty in the control design when the control law for the
leading and trailing flap compensators respectively is kept the same. In other words without
differential movement of the flaps it is difficult to suppress multiple instability modes which
pertain to coupling of different structural modes. Fig.7.15 presents the real part of the
complex valued vertical and torsional component of the first two flutter modes, for the
controlled case, at wind speed in proximity to the aeroelastic instability boundary. For

the first flutter mode, one can observe the coupling of higher vertical modes with the first
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torsional mode. On the other hand, the second flutter mode results from the coupling of the

first vertical with the first torsional antisymmetric mode.
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Figure 7.16 (a)Root Loci of uncontrolled bridge-deck system when 74% of the main span
is erected. Wind speed is swept from O to 70 m/s. The critical flutter is computed at
49m /s and the torsional divergence speed at 52m/s. (b) Root Loci of the controlled system,
movable flap compensators cover 33% of the main span. The critical flutter is computed at
63m/s and the torsional divergence speed at 66m/s.

The aeroelastic modal analysis presents a particularity because of the non-proportional
damping due to aerodynamic contributions, aerodynamic damping matrix. The concept of
mode shapes, having a clearly defined physical meaning for the proportional damping case,
is more difficult to analyze and visualize when the modes become complex. In the latter
case points on a structure no longer move in a clear pattern of either in or out of phase,
but their phase angle is varied between 0 and 180 degrees. This means that points on a

vibrating structure do not pass through the equilibrium position at the same time, although
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they still have the same oscillatory frequency. The nodal points of the structure are not
fixed either, but move with a certain period dictated by the complexity of the mode.

A graphical visualization of the a complex mode can be aided by using Argand diagrams,
or Phasor diagrams, in which each nodal point of the bridge deck is represented by a
normalized arrow showing the phase and magnitude of the associated complex mode
coordinate. Because complex modes appear in conjugate pairs, their vectors at a given
node counter-rotate with the same circular frequency ®. Phasor diagrams are helpful in
demonstrating the relative phases as well as relative amplitudes of an eigenvector. A larger
angle phase difference signifies stronger complex behaviour of a mode. Fig.7.17 presents
the phasor diagrams for the torsional and vertical components of the second flutter mode,
shown in Fig.7.16(a), at different wind speeds near the flutter boundary. It can be observed
that the vertical component presents a phase scatter but the points move torsionally almost
in phase or anti-phase. However, there is always a significant phase difference between the

vertical and torsional component, a necessary condition for the flutter phenomenon.

Mode Phasor Diagrams along the second flutter mode
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Figure 7.17 Phasor diagrams, each arrow represents the magnitude and phase of each node
in the FE mesh. The complex modes chosen correspond to points along the second flutter
mode of the 74% erected case.
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7.6 Discussion and Concluding Remarks

This chapter extends the sectional deck-flap system passive configuration on the finite
element aeroelastic model. In this framework the flap retention components and flap
pivot locations are determined via a nonlinear optimization code which seeks to maximize
stability margins of the closed loop system. The proposed mechanical network has the
advantages of: simultaneously increasing flutter and torsional divergence limits, being easily
implementable as well as dispensing the need to be anchored in an inertial reference frame.
Furthermore, the flap-deck connection avoids the use of external linkages and because of
the nature of the feedback minimum interference with the deck’s sway motion is anticipated.
Further addition of an auxiliary first order mechanical compensator at the flap pivot points
proved, in most cases, to significantly improve the system’s stability margins. The model
reduction framework here implemented to facilitate the optimization computations, has
the advantage of preserving the systems original modes and corresponding poles, which
contribute the most to the system’s MIMO large scale transfer function.

Implementation of the proposed feedback mechanism to the bridge aeroelastic model
proves its effectiveness during early stages of construction as well as during the completed
stage. In all cases, the flap span length was restricted to 33% of the main span. It was
shown that re-tuning the flap mechanical network at different erection stages provides
reasonable improvement, which is however hindered by the model’s pronounced multi-
modal interactions at the erection intermediate stages. Of course, the exhibited behaviour
is unique for each bridge structure and different levels of controller complexity can lead
to different levels of performance. The aim of this work however is to propose a servo-
aeroelastic framework covering all design facets for building a successful compensator

network.



Chapter 8

Conclusions and Future Research

8.1 Research Conclusions

The work presented in this thesis addressed the problem of suppressing aerodynamic
instabilities on long-span suspension bridges using trailing- and leading-edge controllable
flaps in combination. The most important instability mode is flutter, which presents
itself as an oscillatory aeroelastic interaction between the air stream and the structural
pitch and heave modes. The secondary non-oscillatory aeroelastic instability is torsional
divergence that is reminiscent of paper pitching up in front of a fan. As was presented
in the literature review, the idea of using active or passive flaps to improve a bridge’s
aerodynamic performance is not new, however there has been no practical application of
the proposed methodology up to date. The reasons for this are twofold: Firstly, design
experience gained from record breaking projects such as the Akashi Bridge, along with
preliminary analysis of the Messina Bridge [28] and the the Gibraltar strait project [106],
attest to the fact that aerodynamic tailoring of the deck either by using the twin-box girder
approach or the slotted deck solution has demonstrated promising results in the quest to
improve aerodynamic performance.

The second reason is that previously proposed solutions including flaps have either
concentrated on implementing power driven active control techniques, e.g. optimal control

and pole placement algorithms, or on the implementation of passive networks which are
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however designed based on a simplistic control approach. Analytic investigation of the
latter systems also neglected phase compensation and attained robustness properties of the
feedback mechanism. Proper account of stability margins due to physical uncertainties has
also not been properly investigated in previous aeroelastic studies using active control. In
the bridge construction field, passive networks are preferable as they eliminate the need for a
powered computer control system; a commodity that is likely to fail during stormy weather
conditions when flutter instabilities are most likely to occur. Furthermore, there is always
the need of a simple mechanical network which preserves the aerodynamic properties of
the original deck section and can be relatively easily maintained and adjusted.

The work presented in this thesis has focused on the second reason, and has tackled the
issue of robustness quantification both using an active control scheme on a bridge finite
element model and passive network feedback systems. The proposed passive control alter-
natives remedy many of the shortcomings of previous models. It was finally demonstrated
that a passive control approach using leading and trailing edge flaps proves to be an efficient
countermeasure against aeroelastic instability; both during the deck erection process and in
the final completion state.

The initial part of this study dealt with the mathematical formulation for capturing the
essential aeroelastic characteristics of suspension bridges using a reduced size structural
model. A finite element approach for describing the dynamic behaviour for vertical,
torsional and lateral vibrations of suspension bridges based on a linearized theory was
implemented. The procedure resulted in simplified structural elements which consider
both the contribution of the girder and the main cables. The attained modal characteristics
were compared to experimentally identified modes and other analytical studies from the
literature, confirming the correctness of the structural model.

The aerodynamic part of this work makes use of classical results from potential flow
theory and recasts them in a form suitable for control analysis and design in the Laplace
domain. The procedure is extended to a finite element framework and the prediction

of aeroelastic limits was compared to previous experimental and analytic studies, again
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finding good agreement. The transformation of the wing-aileron-tab to the leading flap-
deck-trailing flap configuration using a feedback control approach and a high-fidelity
minimum phase approximation of the circulatory terms is used to model the aerodynamic
effect of the flaps.

The aeroelastic finite element procedure was also modified to consider experimentally
obtained flutter derivatives. The analysis revealed that for bridges having streamlined deck
girders, such as the Great Belt Bridge, the system’s aerodynamic behaviour is similar to
that predicted by thin aerofoil theory, thus supporting the validity of the latter for all the
following control analyses.

Considerable attention was given to modelling the deck erection process of a suspension
bridge. By mimicking the deck assembly process of the Humber Bridge, it was shown that
the evolution of dynamic characteristics can be attained using slightly modified structural
elements. The aeroelastic limits during erection are in agreement with prior analyses based
on sectional models, but also suggest that higher-order modes have a beneficial effect on
the critical flutter wind speed.

The first stage of the control synthesis investigation employed an H., design procedure
for an active control framework that also accounts for stability margins of the bridge-flap
system. This novel approach successfully quantifies structural and aerodynamic uncertainty
and gives further insight into the applicability of a control strategy using controllable
winglets. It was shown that, although the stabilization of the system can be relatively easily
achieved, robustness of the closed loop system declines rapidly beyond the uncontrolled
structure’s torsional divergence speed boundary. This forms an important result; and sets
a qualitative limit for the performance of all controllers using leading- and trailing-edge
winglets. It also provides an estimate with respect to the length of control surfaces needed
in order to improve the structure’s aeroelastic limits while preserving good robustness
margins. For the case of the Great Belt bridge, flap surfaces covering 33% of the main
span about its midpoint were deemed sufficient to raise the critical flutter speed up to the

torsional divergence limit. This high order control investigation also served as a precursor
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for the low order passive system network synthesis, which aimed at dispensing with the
need for external power source and sensors.

The passive network control investigation initially considered a sectional flexible four
DOF bridge model interacting with a constant velocity airstream. The novelty of the
presented approach consists in devising a passively controlled deck-flap feedback system
which can be realized without resorting to external, difficult to implement linkages. The
first proposed mechanical configuration makes use of trailing and leading flaps adjacent
to the deck, the motion of which is triggered by a combination of springs, dampers and
inerters at the pivot locations. An important advantage of the proposed methodology is that
the network layout is determined by an optimization process and not preselected. In-depth
analytic investigation demonstrated that by optimizing for the flap retention components
and the flap pivot location, flutter and torsional divergence boundaries can be significantly
improved while achieving good robustness margins.

The second passive strategy focuses on combining the benefits of tuned mass damper
systems with those resulting from optimum flap kinematics. The proposed design method-
ology overcomes inherent shortcomings associated with TMDs such as large vertical mass
oscillations and frequency tuning sensitivity. In addition, the realization of a transmission
system which links the tuned masses to the flaps results in increased flap effectiveness by
furnishing additional structural damping. Although this design does introduce some com-
plexity the use of external structural elements is avoided. Such elements would undermine
the solution’s technical applicability as well as the deck’s aerodynamic integrity.

The two passive network approaches developed in this work are not only appealing
because of their practical simplicity, but can furthermore exhibit improved performance
when compared to active control analysis. The reason for this is predominantly based
on the optimized arrangement of deck-flap kinematics; this results in elevated torsional
divergence boundaries which in turn allows the system to be stabilized using smaller flap

angle magnitudes and modest controller flap torques.
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The final investigation examines the implementation of the simpler of the two passive
flap mechanisms on the full bridge aeroelastic model. This enables us to consider the full
multi-modal interactions as well as the effect of flap kinematics on the bridge structure.
Because of the nature of the feedback minimum interference with the deck’s sway motion
is anticipated. The introduction of auxiliary first order mechanical compensators at the flap
pivot points proved, in most cases, to significantly improve the system’s stability margins.
In addition, it was established that the mechanical network realization includes an inerter
component suggesting that better performance is attained with increased apparent mass.
Implementation of the proposed feedback mechanism to the bridge aeroelastic model proves
its effectiveness during the early stages of construction as well as during the completed
stage. In all cases, the flap span length was restricted to 33% of the main span.

To summarize, the major contributions of this work are as follows:

Development of a computationally efficient and reliable aeroelastic framework in
the Laplace domain, which exposes the full multi-modal interaction of suspension

bridges.

* Investigation of the evolution of aeroelastic limits during the deck’s erection process

using the established multi-modal framework.

* Thin aerofoil theory comparison with an aerodynamic multi-modal procedure using
experimentally obtained flutter derivatives. The drawn conclusion is that the flat plate

assumption is a good approximation when streamlined box girders are used.

* Implementation of the H.. control framework for active flap compensator design and

for the feedback system’s tolerance quantification against unstructured uncertainties.

* It is shown that above the torsional divergence limit a precipitous loss in stability

limits occurs.

* Two passive mechanical networks are introduced, in which flap retention components

and flap pivot locations are tuned via a nonlinear optimization code that seeks to
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maximize stability margins of the closed-loop system. It is concluded that favourable
aeroelastic performance is attained when the connection location is close to the outer

edge of the flaps.

* The newly introduced flap mass damper network is most successful in improving
flutter and torsional divergence limits while simultaneously achieving good closed
system robustness properties. The introduced linkage between the tuned masses and

the flap compensators helps overcome inherent shortcomings of the TMDs.

* An innovative model reduction technique based on the notion of dominant poles is
introduced to the aeroelastic framework. Since the preserved dominant poles are a
subset of the original system eigenvalues, the poles of the reduced-order model retain

their physical significance.

* The mechanical realization of a generic flap compensator transfer function is achieved

by using pure passive components; springs, dampers and inerters.
* Itis established that inerters act favorably on the system’s structured robustness.

e Itis shown that adopting a simple passive mechanical network, without modifying the
deck’s streamlined shape, can result in significantly improved aeroelastic performance

during the erection process as well as in the completed stage.

8.2 Future Research Recommendations

Since the presented work focused on flutter and torsional divergence instabilities, it is
suggested that future research should be geared towards investigating passive network
performance against buffeting suppression. In terms of network design it should be possible
to stabilize the system against aeroelastic instabilities, while simultaneously suppressing
buffeting, using a similar passive mechanical feedback methodology; the control approach
should be based on a mixed g—i formulation. The full bridge buffeting analysis should

consider a multi-mode response by computing cross spectra of the deck response to turbulent
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wind. The resulting interaction between the FE model and flap-deck kinematics should be
thoroughly investigated.

Multimodal flutter has been thoroughly discussed in this thesis. Since the flap-deck
aerodynamic interference was based on the thin airfoil theory assumption, the aeroelastic
influence of sway modes was considered inert. Due to the nature of the passive network,
consisting of simple hinged connections, no significant interaction between the flaps and
deck’s sway motion is expected. However this assumption should be further investigated
analytically and experimentally. An alternative flap implementation strategy, despite the
drawbacks pointed out in earlier chapters, is to introduce flap surfaces at a distance from
the deck. In the latter configuration, the deck being aerodynamically independent, can be
analytically treated by using the flutter derivatives approach; comparison should be made
to the deck-flap system presented in this work.

Due to the analytic nature of this work, wind tunnel experiments should be conducted
to assess the feasibility and performance of the proposed passive network configurations.
Already completed experimental investigation [78] has focused on a control implementation
using motors which can in principle, be replaced by passive mechanical networks that
would require little or no servicing. However, a pure passive experimental demonstration
would help illustrate the feasibility of the method.

Future investigations could also include examination of nonlinearity in system per-
formance. Non linear aerodynamic effects associated with larger angles of attack can
be analytically implemented in the finite element model using modified quasi-steady the-
ory. Alternatively, time domain analysis involving structural nonlinear components would

provide insight with regard to the controller’s ability to overcome disturbances of this sort.
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Appendix A

Cable Tension and Configuration

In order to evaluate the structural stiffness matrices reported in Appendix B, both the
horizontal cable force H and the cable configuration, namely the average hanger length [,
at each element, need to be computed at every erection stage. The approach reported in
[85] is here briefly summarized.

It is assumed that the cable is of uniform cross section, obeys Hooke’s law, and has
negligible flexural rigidity. In addition it is assumed that the cable’s weight is uniformly
distributed along the span rather than along the cable: this results in a parabolic rather than
a catenary profile. The latter approximating assumption is accurate provided that the sag to
span ratio is kept small (1/8 or less), which is common for most long span bridges. The
first step consists in evaluating the single cable horizontal dead force H; assuming cable
inextensibility

H = (mcg/2) ? (A.1)

8f;
where, m, is the mass of both cables per unit length, g is the gravity acceleration, [ is
the span length and f; is the sag of the inextensible cable. Note that the H; is constant along
the cable, while the cable tension T varies, T = H/cos(a), with o being the inclination of
the cable profile. Note that 7" is minimum and equal to H; at the mid span and maximum at

the supports.
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Secondly, the effect of cable elasticity (stretching) is included to account for the

reduction in cable tension and the increase in sag

HS:H,-(I—H*), fS:ﬁ(1+f*)7 (A2)

where H* and f* depend on the factor A

22 — [(mcg/z)lr( [ (A3)

Hi HiL,
EA:"

E. denotes the Young modulus of the cable, A, is the cable section area and L, is defined as

2
Le:z<1+8(§) ) (Ad)

If A2 is large (> 100), as is the case for most long span suspension bridges (A* > 900 in
the case of Great Belt bridge), H* and f* can be expressed through the following simple

formulas

1 1

H*%—7 f*%—.
344 24+ 2

(A.5)

Thirdly, the loading related to the deck weight (transmitted through the hangers) is

considered, and the related increase in cable tension and sag are computed as follows

2
Hy = Hy(1+h), fz=ﬁ+@w( :é) (A6)

where, h* is the (positive root) solution of the following polynomial

where
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m, being the deck mass per unit length, m. the mass of both cables per unit length, x, and
x3 the ends points of application for the distributed load (x» = 0 and x3 = [ when the full
bridge is erected, while x, > 0 and x3 < [ during the erection stages). The additional cable
deflection related to the deck loading is computed using the following formulas for each of
the cases: left unloaded section (0 < x < x»), central loaded section (x; < x < x3) and right

unloaded section (x3 < x < /).

v (0t <) =i [((7) - () -3 (

n(E<3<) =i (B H G- -HE-®) @) -G e-13)7)
(A.10)
G <i<) = (- 0-D-2(H -3 @

Only Eq.(A.11) is necessary when the full bridge is erected, and the additional sag is
computed by evaluating Eq.(A.11) for x/I = 1/2. It is easily concluded that the horizontal

tension H from both cables and the sag f is given by
H =2H,, f=r. (A.12)

The average hanger length [, at each element is easily computed from geometric consid-
erations, since the whole cable profile has been determined. Note that when the bridge is
partially erected the cable profile is no more parabolic, while it is parabolic before deck
erection and at the completion stage.

In practice, the inextensible sag f; in Eq.(A.1) is guessed and the final sag f in Eq.(A.12)
is checked against the sag of the real bridge until convergence is reached. Alternatively, if
the length of the inextensible cable L; is known, the inextensible sag f; can be computed

from the following relationship

L 0/1\/1+ {# (1 —2;>rdx. (A.13)




Appendix B

Structural Finite Element matrices

In addition to the elemental stiffness matrices for the vertical and torsional vibration case,
the cable strain energy caused by the additional vibrational cable tension results in a
symmetric well distributed array over the entire stiffness structure, which cannot be brought
in an elemental form [3, 2], a general form of these well distributed matrices is shown
schematically in Figure B.1. The equations describing the additional stiffness terms are

given by the following expressions for the vertical vibration case

EA; & [(w* w*
Kcey = Z <Y (ﬁfv,e> (ﬁfvT,e) ; (B.1)

¢ e=l

where n, is the number of elements, and
fT:[%,—_LZ L L_Z] (B.2)

the virtual length given by the expression

2
Le:l<l—i—8(]7c> ) (B.3)
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[ denotes the bridge span length, w* the total weight per unit length and f the cable sag.

Similarly for the torsional vibration case

2EA; 5 s (W w*
Kcer = L bc;(ﬁft,e) (ﬁfl,e , (B.4)
where
—_ |l L L
ft.,e — |: 5, i :| . (BS)

For the following matrices degrees of freedom 1..6 and 9..14 are related to the bridge

. Schematic form of KCEV array

50}
100 }!
150 f:

200 F

g b s 21500a 00 seat 14 SUESEE IS NE AR I 0N
0 50 100 150 200 250
Bridge Degrees of Freedom

Figure B.1 Schematic form of partially complete distributed KCEV array.

structure according to Fig.3.4. The degrees of freedom 7,8 and 15, 16 are associated with

the leading and trailing edge flap rotations at nodes i and i + 1 of each element respectively.
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Ki(1,1) = 55+ 57 Ke(4,12) = K (12,4) = B 3124
KS(1,2) = K2, 1) = -5 — M KE(4,13) = KE(13,4) = 1410k
1251 K¢(5,5) = 140 (1+Lh) Wel |
K:(1,9) =K, 1) = - L3y_% WseL | 2H (Vf/esw?afgg
se.
+2%55e 6ye +T+2T
Ke(1,10) = Ke(10,1) = =5 =3 Ke(5,11) = K¢ (11,5) = —63%
K¢(2,2) = HHPEL | 4L K£(5,12) = Ke(12,5) = — 14LYeL
6EI Ke(5,13) —Ke(13 5) —70(@ ’h> Weel
K§(279) Ke(g 2) LZ) + ’ + Wse-i—ch + sel "
L 6ye “6ye
K210 = K(102) = E9E K6 = Ki(14,14) = S+ 200
Ki(9,9) = 5"+ 5 Ki(6,14) = K£(14,6) = - L’a—%g’ff
6EI KL
K¢(9,10) = K¢(10,9) = %0 4 34 Ke(7,7) = St
4+ KL
Ke(10,10) = B 4 4 Ke(s.9) =
12 12E1
K¢(3,3) = 25k o Ke(11,11) = Wacl
K¢(3,4) = K¢(4,3) = = %5 —22LY¢k  Ke(11,12) = K¢(12,11) = %5 + 2210
K¢(3,5) = K{(5,3) = —147355F KS(11,13) = K£(13,11) = 14733
K¢(3,11) = K¢(11,3) = — 25k 4 +54%el Ke(12,12) = <4+<1>) 4Ll
K¢(3,12) = K¢(12,3) = = °5F + 13LYGeE Ke(12,13) = K¢(13,12) = —21L5%
K$(13,13) = 140 (14 & ) WLt
K¢(3,13) = K(13,3) = —63156L FI13) =101+ ) i
+2 6ye +T+2T
K¢ (4,4) = BEPEE 4200 K¢(15,15) = 2
K{(4,5) = K5 (5,4) = 21 L5 Ke(16,16) = S
Ke(4,11) = K¢(11,4) = °5F — 131k

Table B.1 Elemental Structural Matrices.
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ME(1,1) = M¢(3,3) = 1567 M¢(5,5) =2k
ME(1,2) = ME(2,1) = —22L 7k M¢(5,13) = M¢(13,5) = "<&
ME(1,9) = M¢(9,1) = 542k M¢(6,6) =1, %
M¢(1,10) = M¢(10,1) = 13L7<E ME(9,9) = M¢(11,11) = 15645
ME(2,2) = M¢(4,4) = 41?2k M¢(9,10) = M¢(10,9) = 22L7<L
M¢(2,9) = M¢(9,2) = —13L%<E M¢(10,10) = M¢(12,12) = 4122k
M¢(2,10) = M¢(10,2) = —3L2 2k ME(11,12) = M¢(12,11) = M¢(9, 10)
M¢(3,4) = M¢(4,3) = M¢(1,2) ME(13,13) =22k
M¢(3,11) = M¢(11,3) = M¢(1,9) M¢(14,6) = M¢(6,14) = 1,,%
M¢(3,12) = M¢(12,3) = M¢(1,10) M¢(14,14) = I,k
ME(1,7) = ME(7,1) = M(9,15) =
e — e I e ) S Y S 9
Ms(4711)_Ms(11’4)_Mv(279) :M€(15 9):LSB
M¢(1,8) = M¢(8,1) = M¢(10,16) =
e — e J— e S
MS (47 12) _MS(1274) _MS (27 10) —Mf(167 10) LSY
ME(6,7) = ME(7,6) = L[—(Iy — beiSp)]  M<(14,16) = M¢(16,14) = L[(I,+ be,Sy)]
M¢(14,15) = M¢(15,14) = M¢(6,7) M¢(14,16) = M¢(16,14) = M¢(6,8)

Table B.2 Elemental Mass Matrices.

E : Young’s Modulus of Elasticity

I, : Second moment of inertia about horizontal axis
1, : Torsional moment of inertia

L : Element Length

he +y. : Tower height measured from deck

H : Horizontal Cable Force

_ 12EL | .
D= G Shear Coefficient

W;. : Weight of the suspended structure per unit length
We. : Weight of the cable per unit length

I, - Average hanger length or each element

Kp : spring connection for leading flap

Sp : First moment of inertia leading flap

Ig : Second moment of inertia leading flap

c1b : Location of the leading flap hinge

G : Shear Modulus of Elasticity

I, : Second moment of inertia about vertical axis
m, : Mass of the bridge per unit length

b. : Half chord distance between the cable plane
m, : Mass of the cables per unit length

I, : Mass moment of inertia

u= (5/6)A : Effective shear area

Gu : Shear rigidity

E. : Young’s modulus for the cables

A, : Area of the cable

Ky : spring connection for trailing flap

Sy : First moment of inertia trailing flap

Iy : Second moment of inertia trailing flap

¢tb : Location of the trailing flap hinge

Table B.3 Notation



Appendix C

Functions Tand Y

The functions 7;(-)s, Yi(-,)s are derived from [187]. T;(-)s are functions of one variable,
namely ¢; or ¢; whereas Y;(-,-)s are functions of both variables. Here for notation simplicity

we express in terms of variables ¢ and d.

lecxcos_l(c)—%(2+cz) —& .1

Ty =c(1—c) — (1+2)V1—=c2cos ' (c)+¢ x (cos ' (c))? (C.2)

Ty = —%u _ )5 +4) + %c(7 +2¢)V/1 = eos ™\ (¢) - (% + c2> (cos™'¢)? (C3)
Ty =c\/1—c2—cos \(c) (C.4)

Ts = —(1—c2) +2¢v/1— c2cos™ ' (¢) — (cos ' (c))> (C.5)

Ts = T»(c) (C.6)

Ty = %0(7 +2A)V/1—c2— (% + c2) cos™'(¢) (C.7)

ng—%(1+2c2) 1—c24cxcos 1 (c) (C.8)

Ty = é(l —)V1-¢ (C.9)

Tio=V1—-c2+cos ! (c) (C.10)
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Tii=(2—c)V1—c2+(1—2¢)cos ! (c)
Tio = (24 ¢)V1—c2— (1+2¢)cos ! (c)
Tis = —%(ch () + T1(c))

Tis = (1+¢)v/1— 2
Tie = Ti (c) — Ty(c) — cTy(c) + %TH (c)
Tiy = —2To(c) — Ty (c) — %T4(c)

Tis = T5(c) — T4(c)Tio(c)

1
Tig = —§T4(C)T11(C)

Too=—V1—c2+cos (c)
1+c¢
15 =
1—c¢
1
Ty = 2/ T— 2 — 4|~ C
1—c

T3 = (—1—2c)v/1—c2
Thy = Ty(c) + cTy(c)
Tos =Ty(c) — (1 —c)V/'1—c?
T —2MT20 )+ Tu(c bte

|

Tr7 = Ty(c)Tho(c) — V1 —c*Thi (c

g = 2[1 +c+1og(N(c,d))]

Tr9 =2V 1 —c2Tio(c)

(C.11)

(C.12)

(C.13)

(C.14)

(C.15)

(C.16)

(C.17)

(C.18)

(C.19)

(C.20)

(C.21)

(C.22)

(C.23)

(C.24)

(C.25)

(C.26)

(C.27)

(C.28)
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—V1-c2/1 ¢)cos 1 (d) +d\/1 —d%cos™ ! (c)
+cV1—c2cos 1 (d) — (d — c¢)*log(N(c,d)) (C.29)

=2v/1—d2cos ' (¢) —2(d —¢)log(N(c,d)) (C.30)

Y3 = %(c+2d IV 1—c2\/1—d?+dcos ' (c)cos™ ! (d)
—%(2+d2) 1 —d%cos ! (c )—%(1+3cd—c V1 —c2cos™(d)
+%(d—c)3log(N(c,d)) (C.31)

1
Yi= §(d+2c)\/ 1—c2\V1—d?+cxcos (c)cos ' (d)
1 1
— §(Z+c2)\/ 1—c2cos 1(d) — 5(1 +3cd —d*)\/ 1 —d?cos ' (c)

(d—c)*log(N(c,d)) (C.32)

~—

W | —

—V1=21=d?+ (2c—d)V/1—d?cos ' (c) + (d —¢)*log(N(c,d))  (C.33)

m_—m{ Ailay _cd}

6 12

_ (% -l—cd) cos~ ' (¢)cos™ ! (d) _,_l [ld <§ —d2) . (2+d2)] V1= d2cos™ (c)

314 \2

41 FC (§ —c2> d (2+c2)] V1= eos N (d) +

312603 (- ¢)*log(N(e,d)) (C.34)
Y7 =21 —c2cos ' (d) +2(d — ¢)log(N(c,d)) (C.35)

= —V1-2V1—d?+(2d — ¢)V/1 — 2cos ' (d) + (d — c)*log(N(c,d))  (C.36)
Yo = Yi(c,d) — Tu(c)Tio(d) (C.37)

1
Yo =Y3(C,d)—Y4(C,d)—§T4(C)T11(d) (C.38)

Y11 = Y7 C, d 2\/ 1—C2T1() (C39)
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Yio = Yi(c,d) — Ys(c,d) — V1 — 2Ty, (d)
Y13 =Ya(c,d) 4+ Tu(c)Tr1 (d)
Yis = Yi(c,d) — Ys(c,d) — V1 — c2Ti1(d)
Yis = 2\/1——c2T21 d)+2log(N(c,d))

Yig = Yz(c,d) — Y7(C,d) +2v1— C2T10(d)

Y17 =Yi(c,d) — Tu(d)Tio(c)
Yis = Ya(e,d) — Ys(c,d) — %T4(d)T11(c)
Yio = Ya(c,d) —2/1 — d2Tio(c)
Yoo = Yi(c,d) — Ys(c,d) — /1 — d2Ti\ (c)
Ya1 = Ya(c,d) + Ty(d) a1 ()
Y = —Yi(c,d) + Ys(c,d) + Tio(c) T(d)

Yo3 =2V 1—d?Th1(c) +2log(N(c,d))

You = Y7(C,d) —Yz(c,d) +2v1 —dZTl()(C)

where

l1—cd—V1-c3/1-d?

N(e,d) = s

(C.40)

(C.41)

(C.42)

(C43)

(C.44)

(C.45)

(C.46)

(C.47)

(C.48)

(C.49)

(C.50)

(C.51)

(C.52)

(C.53)
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