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Description

BACKGROUND

[0001] The present disclosure relates generally to air-
craft and in particular to a method and apparatus for con-
trolling the flight of aircraft. Still more particularly, the
present disclosure relates to a method and apparatus for
controlling the flight of a helicopter with a precision adjust
split detent.
[0002] Inceptors are used to control various types of
vehicles. For example, inceptors may be used to control
helicopters and other types of aircraft. An inceptor may
be moved or adjusted to maintain various desired vehicle
states. These vehicle states include, for example, vertical
velocity, airspeed, and other suitable states.
[0003] An inceptor may be part of an active control
system emulating mechanical components, such as
springs and friction clutches actuated by an electric motor
or other actuation device. The actuation device may be
controlled by a controller to provide tactile cues to the
vehicle operator. A tactile cue may be, for example, an
amount of force applied to the inceptor, or an amount of
resistance to movement of the inceptor. The tactile cues
may provide a perception of a force or counter force on
the inceptor being manipulated by an operator.
[0004] As an example, with respect to the vertical ve-
locity and the vertical position or altitude, an operator
may adjust a vertical control inceptor to maintain a de-
sired altitude or vertical velocity. Other inceptors, or the
same inceptor, also may be used for other types of con-
trol, such as longitudinal, lateral, or directional control of
the vehicle. In these examples, an inceptor used for ver-
tical control of an aircraft also may be referred to as a
collective control lever. By adjusting a collective control
lever upward, a collective blade pitch may increase caus-
ing the vehicle to climb or ascend. By adjusting a collec-
tive control lever downward, the collective blade pitch
may be decreased causing the vehicle to descend. The
position of the collective control lever needed to maintain
a constant velocity or altitude may be a function of various
factors. The factors include, for example, vehicle velocity,
acceleration, atmospheric conditions, and other factors.
[0005] Currently existing systems may provide for
maintaining a vehicle in one of two states. These states
include a constant vertical velocity or a constant altitude.
The operator of the vehicle may command the vehicle
control system to maintain one vehicle state or the other.
Changes between these two states and commands with-
in the states may be aided through the use of tactile cues.
[0006] US 5853152A descscribes a collective detent
system with a vertical takeoff detent and a trim mode
detent.

SUMMARY

[0007] The advantageous embodiments provide an
apparatus of a split detent for a helicopter. In one advan-

tageous embodiment, a split detent tactile cueing control
system comprises an inceptor, a position sensor, a set
of helicopter sensors, and a flight control computer. The
inceptor is capable of being moved into a plurality of po-
sitions. The position sensor is coupled to the inceptor,
wherein the position sensor is capable of generating a
position signal. The set of helicopter sensors is capable
of generating a set of signals in response to detecting a
set of parameters describing the state of the helicopter
during a flight. The flight control computer is coupled to
the inceptor and the set of helicopter sensors. The flight
control computer is capable of generating a first set of
actuation signals used to generate tactile cues to gener-
ate a flight path hold detent and an altitude hold detent
within the plurality of positions using a force feel profile
and the set of parameters, wherein an extension of a
latch force from the flight path hold detent to the altitude
hold detent is present during changes in direction of the
helicopter.
[0008] In an example of an apparatus comprising an
inceptor and a flight control computer, the flight control
computer generates a first detent profile and a second
detent profile in response to a set of parameters detected
during flight, wherein the first detent profile includes an
extension toward the second detent profile.
[0009] In an example of a method that provides tactile
cues for an inceptor in a helicopter, a first detent profile
and a second detent profile for a plurality of positions of
the inceptor are generated. The first detent profile is ex-
tended towards the second detent profile, wherein
changes in a position of the inceptor between a first de-
tent in the first detent profile and a second detent in the
second detent profile occur, wherein unintended reposi-
tioning of the inceptor is reduced.
[0010] The features, functions, and advantages can
be achieved independently in various embodiments of
the present disclosure or may be combined in yet other
embodiments in which further details can be seen with
reference to the following description and drawings.

BRIEF DESCRIPTION OF THE DRAWINGS

[0011] The novel features believed characteristic of
the advantageous embodiments are set forth in the ap-
pended claims. The advantageous embodiments, how-
ever, as well as a preferred mode of use, further objec-
tives and advantages thereof, will best be understood by
reference to the following detailed description of an ad-
vantageous embodiment of the present disclosure when
read in conjunction with the accompanying drawings,
wherein:

Figure 1 is an illustration of a helicopter in which an
advantageous embodiment may be implemented;
Figure 2 is a diagram illustrating level fight capture
from an initial descending flight path angle in accord-
ance with an advantageous embodiment;
Figure 3 is a diagram illustrating a helicopter in sus-
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tained level flight in accordance with an advanta-
geous embodiment;
Figure 4 is a block diagram of a precision adjust split
detent apparatus in accordance with an advanta-
geous embodiment;
Figure 5 is a diagram of a data processing system
in accordance with an advantageous embodiment;
Figure 6 is a diagram illustrating a known force feel
profile;
Figure 7 is an illustration of a force feel profile in
accordance with an advantageous embodiment;
Figure 8 is an illustration of inadequate separation
between altitude hold and flight path angle detents
that occurs with currently used systems;
Figure 9 is a diagram illustrating a force feel profile
in which adequate separation is provided between
the altitude hold and flight path angle hold detents
in accordance with an advantageous embodiment;
Figure 10 is an illustration of a logic diagram for
calculating a flight path detent position in accordance
with an advantageous embodiment;
Figure 11 is an illustration of a series actuator aug-
mentation in accordance with an advantageous em-
bodiment;
Figure 12 is a diagram of a series actuator augmen-
tation component in accordance with an advanta-
geous embodiment;
Figure 13 is a block diagram that details the calcu-
lations used to compensate for detent spread aug-
mentation in accordance with an advantageous em-
bodiment;
Figure 14 is a flowchart of a process for generating
a series actuator position and a force exerted on a
collective lever in accordance with an advantageous
embodiment;
Figures 15-17 are diagrams illustrating a command-
ed descent and then a recapture of level flight from
the initial commanded descent in accordance with
an advantageous embodiment;
Figures 18-20 are diagrams illustrating a command-
ed climb and then a recapture of level flight from the
initial commanded climb in accordance with an ad-
vantageous embodiment;
Figures 21 and 22 are illustrations of time histories
comparing the ability of the pilot to command a pre-
cise reduction in rate of descent in accordance with
an advantageous embodiment with the inability of
the pilot to command a precise reduction in rate of
descent using current systems; and
Figures 23 and 24 are time histories illustrating the
advantages of compensating for the detent spread
augmentation feature in accordance with an advan-
tageous embodiment.

DETAILED DESCRIPTION

[0012] With reference now to the figures and in partic-
ular with reference to Figure 1, an illustration of a heli-

copter is depicted in which advantageous embodiments
may be implemented. In this example, helicopter 100 is
an example of an aeronautical vehicle in which an ad-
vantageous embodiment may be implemented to control
the flight of helicopter 100. In this example, helicopter
100 includes collective control lever 102, parallel actuator
104, series actuator 106, blade control system 108, flight
control computer 110, and inertial velocity sensor 112.
Pilot 114 may manipulate collective control lever 102 to
control the vertical axis of helicopter 100.
[0013] In this illustrative example, helicopter 100 is in
a flight condition in which helicopter 100 initially de-
scends along a steady flight path as illustrated by arrow
116. Pilot 114 may maintain the path along arrow 116 by
positioning collective control lever 102 at detent position
118 which is also referred to as δCγ.
[0014] In this example, collective control lever 102 may
be moved to various other positions. These positions in-
clude, for example, without limitation, detent position 120
and detent position 122. Detent position 120 may also
be referred to as δCH and detent position 122 may also
be referred to as δCH-SPREAD. Detent position 118 may be
used to maintain helicopter 100 in a constant velocity,
while detent position 122 may be used to maintain heli-
copter 100 at a constant altitude. Only three positions for
collective control lever 102 are illustrated in this example.
Collective control lever 102 may be placed in many other
positions other than the ones illustrated. The tactile cues
provided by advantageous embodiments make it very
easy for the pilot to position the collective control lever
102 in either the exact position required to hold altitude
or the exact position required to hold a constant vertical
velocity.
[0015] In this example, detent position 120 is the col-
lective control lever 102 position that is required to hold
the altitude of the helicopter 100 with neutral displace-
ment 128 of the series actuator. The collective control
lever 102 will eventually be positioned at detent position
120 for sustained constant altitude hold flight. Detent po-
sition 122 is the position of the altitude hold tactile cue
that the pilot feels when the pilot initially commands a
recapture of level flight from an initial condition of a com-
manded climb or descent. Detent position 122 is spread
farther away from the flight path angle hold detent posi-
tion 118 than detent position 120.
[0016] In other words, detent positions may change
during flight with both detent position 122 and detent po-
sition 120 being used to maintain the altitude of an aircraft
at different times. The particular detent position that is
active to maintain the altitude may switch or vary depend-
ing on different parameters detected for helicopter 100.
In these examples, the parameters may include a velocity
of helicopter 100.
[0017] In these examples, parallel actuator 104 pro-
vides feedback to collective control lever 102 through
signals generated by flight control computer 110. The
tactile cues provided to pilot 114 provide this feedback.
In the illustrative embodiments, these signals are gener-
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ated using force feel profile 124. In this manner, parallel
actuator 104 may provide feedback, such as positive and
negative forces, on collective control lever 102. Force
feel profile 124 provides pilot 114 an ability to position
collective control lever 102 at detent position 118 and/or
detent position 122 without having to apply stick force to
hold collective control lever 102 in these positions.
[0018] Detent position 118 and detent position 122 are
also preferred to as force detent positions. Force detent
positions are positions in which no feedback or force by
pilot 114 is needed to maintain these positions for col-
lective control lever 102. In other words, these detent
positions allow pilot 114 to hold a flight path angle, climb-
ing or descending. This type of control is a control of the
vertical velocity. In these examples, in detent position
118, a constant vertical velocity state is present. In detent
position 122, a constant altitude state is present that may
allow pilot 114 to hold a constant altitude.
[0019] In either case, pilot 114 does not need to apply
force to collective control lever 102 to maintain these
positions. The presence of detent position 118, detent
position 122, and tactile cues that they may provide
makes it easier for pilot 114 to transition from one flight
state to another flight state. These types of transitions
may be performed without any reference to flight instru-
mentation or view of outside cues.
[0020] Further, force feel profile 124 may be processed
by flight control computer 110 to generate signals that
are sent to parallel actuator 104 to provide tactile cues
to pilot 114. These cues may provide a force and/or lack
of force in response to a force applied by pilot 114 to
collective control lever 102. These tactile cues may be
provided when pilot 114 moves collective control lever
102 through detent position 118 and/or detent position
122 in a manner that allows pilot 114 to position collective
control lever 102 to a position that is relatively close to
one of these detent positions.
[0021] For example, once collective control lever 102
is positioned near detent position 118 or detent position
122, flight control computer 110, using force feel profile
124, may cause collective control lever 102 to move to-
wards one of these detent positions. The detent position
selected is the one that collective control lever 102 is
closest to in this example. This type of movement occurs
when pilot 114 relaxes or reduces force applied to col-
lective control lever 102. Force feel profile 124 also may
be used to "backdrive" collective control lever 102 auto-
matically when detent position 118 or detent position 122
are varied by flight control computer 110. These detent
positions may be varied based on sensed velocities de-
tected by inertial velocity sensor 112. These changes are
generated to hold a commanded flight path angle, such
as that indicated by arrow 116.
[0022] In these examples, series actuator 106 may ad-
just blade control system 108 to change the collective
blade pitch angle for blades 126. Series actuator 106 is
capable of adjusting the blade pitch angle for blades 126
independently of the position of collective control lever

102. Series actuator 106 is shown in a neutral displace-
ment state as indicated by displacement 128. Series ac-
tuator 106 may extend or retract in response to com-
mands from flight control computer 110 to change dis-
placement 128. In response, the angle of blades 126 may
be changed.
[0023] When pilot 114 changes the position of collec-
tive control lever 102, this change may decrease or in-
crease the rotor collective blade pitch angle for blades
126 using blade control system 108.
[0024] A change in the position of collective control
lever 102 causes a change in the rotor collective pitch
blade angle for blades 126. Blade control system 108
may change the pitch upwards or downwards from the
illustrated neutral position for blades 126.
[0025] The different advantageous embodiments al-
low pilot 114 to make fine adjustments to reduce a com-
manded flight path angle by a smaller amount than pres-
ently allowed with currently existing systems. These ad-
justments may be commands to change the flight path
angle in the range of approximately 1.5 to approximately
4.5 degrees. This type of adjustment is important be-
cause small adjustments in flight path angle are neces-
sary for precision landing approaches. In this example,
the flight path adjustment may be, for example, the
amount between arrow 116 and arrow 130.
[0026] For example, pilot 114 may reduce the magni-
tude of the currently commended angle of descent indi-
cated by arrow 116 by applying an upward force to col-
lective control lever 102 to move collective control lever
102 slightly upward in the direction of arrow 132. This
upward motion may act to increase the collective blade
pitch angle of blades 126 in the direction shown by arrow
134.
[0027] Force feel profile 124 allows pilot 114 to move
collective control lever 102 upward from detent position
118 without experiencing the unpredictable stick force
jump that occurs with current split detent force feel profile
systems. In these examples, momentarily applying up-
ward force to collective control lever 102 has an effect
of moving detent position 118 to an increased upward
position as indicated by arrow 136.
[0028] The different advantageous embodiments may
set detent position 122 with a tactile cue that is somewhat
above detent position 120 to maintain level flight with
neutral actuator displacement 128. The different advan-
tageous embodiments may provide a detent spread aug-
mentation feature that increases the separation or dis-
tance between detent position 118 and detent position
122 in a manner that avoids potential interference be-
tween these two positions. In these examples, an exten-
sion and/or retraction of series actuator 106 is used to
compensate for the artificial spread of detent position
118 and detent position 122 when pilot 114 pulls collec-
tive control lever 102 to detent position 122 when cap-
turing level flight from an initial commanded descent po-
sition.
[0029] With reference now to Figure 2, a diagram il-
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lustrating level fight capture from an initial, descending
flight path angle is depicted in accordance with an ad-
vantageous embodiment. In this example, pilot 114 may
capture a level flight path angle as indicated by arrow
200 from the initial descending flight path angle as indi-
cated by arrow 116. This change in flight path angle may
be caused by moving collective control lever 102 from
detent position 118 to detent position 122. This move-
ment occurs until the pilot feels the tactile cue for detent
position 122. The tactile cue for detent position 122
makes it very easy for the pilot to stop moving the col-
lective control lever 102 when collective control lever 102
reaches detent position 122. Detent position 122 may be
spread out to avoid interference with detent position 118.
[0030] Pilot 114 may encounter forces exerted on col-
lective control lever 102 by parallel actuator 104 as col-
lective control lever 102 is moved along the direction of
arrow 132. This force is counter to the force of arrow 132
in these examples. At around detent position 122, pilot
114 may reduce or relax the force applied to collective
control lever 102 and allow flight control computer 110
to automatically capture and hold the altitude of helicop-
ter 100.
[0031] In these examples, force feel profile 124 may
change various tactile cues, detent position 118, and de-
tent position 122. These changes may be based on a set
of parameters detected for helicopter 100 during flight.
In the different examples, "a set" refers to one or more
items. For example, a set of parameters is one or more
parameters. An example of a parameter may be, for ex-
ample, without limitation, velocities detected by inertial
velocity sensor 112 in these examples.
[0032] After pilot 114 moves collective control lever
102 to detent position 122, detent position 118 may move
towards detent position 120, based on force feel profile
124. Detent position 120 is a steady state position that
is required to maintain level flight with neutral displace-
ment of series actuator 106.
[0033] During the time when detent position 122
moves toward detent position 120, flight control computer
110 may send signals to series actuator 106 to command
an extension of series actuator 106 beyond its neutral
displacement as indicated by neutral actuator displace-
ment 128. This extension is shown as displacement 202.
Displacement 202 compensates for the fact that collec-
tive control lever 102 may be momentarily positioned
above detent position 120, which is the position required
for level flight. This change positions the rotor collective
blade pitch for blades 126 at angle 204, which is the angle
required to achieve level flight.
[0034] With reference now to Figure 3, a diagram il-
lustrating a helicopter in sustained constant altitude flight
is depicted in accordance with an advantageous embod-
iment. In this example, pilot 114 may relax force on col-
lective control lever 102 and collective control lever 102
may be automatically pushed or backdriven to remain at
detent position 120. In these examples, the term "back-
driven" means to push downward or upward. In these

examples, collective control lever 102 is backdriven as
a result of forces exerted on series actuator 106.
[0035] Force feel profile 124 provides a single detent
at detent position 120 for a steady state position that is
used to maintain level flight with neutral displacement of
series actuator 106. This neutral displacement is shown
as displacement 300. In these examples, the actual po-
sition for detent position 120 is identified or calculated
by flight control computer 110 using vertical velocity in-
puts detected by inertial velocity sensor 112.
[0036] In these examples, the rotor collective blade
pitch angle of blades 126 is positioned at angle 302 to
maintain level flight. Angle 302 is generated because par-
allel actuator 104 backdrives or forces collective control
lever 102 to detent position 120. In these examples, se-
ries actuator 106 is positioned at displacement 300 in
steady state flight conditions to provide pilot 114 with
situational awareness of the angle for blades 126 through
the position of collective control lever 102.
[0037] With reference now to Figure 4, a block dia-
gram of a precision adjust split detent apparatus is de-
picted in accordance with an advantageous embodiment.
In this example a pilot may operate inceptor 400 to control
the flight of the helicopter. In this example inceptor 400
may take the form of collective control lever 402. Collec-
tive control lever 402 may be a collective control lever,
such as collective control lever 102 used in helicopter
100 in Figure 1. Collective control lever 402 may be
moved upwards and downwards in a number of different
positions. In this example, flight control computer 404
may generate tactile cues 406 that may be sensed by a
pilot using collective control lever 402. Tactile cues 406
may be sent to collective control lever 402 through par-
allel actuator system 408. In these examples, parallel
actuator system 408 may be, for example, a parallel ac-
tuator similar to parallel actuator 104 in Figure 1. Flight
control computer 404 may be implemented using data
processing system 500 in Figure 5 below.
[0038] In these examples, tactile cues 406 may include
a first detent and a second detent. In these examples, a
detent is a position for collective control lever 402 in which
no force is needed by the operator to maintain collective
control lever 402 in that position. Additionally, tactile cues
406 may push collective control lever 402 towards a de-
tent position when the operator moves collective control
lever 402 away from the detent position.
[0039] These detents may be generated using force
feel profile 410. In these examples, the first detent may
be flight path detent 412, while the second detent may
be altitude detent 414. Flight path detent 412 may be
used to hold a flight path angle, while altitude detent 414
may be used to hold the altitude of an aircraft. Flight path
detent 412 may be used to initiate or maintain the heli-
copter in a constant velocity state, while altitude detent
414 may be used in or used to initiate a constant altitude
state of operation for the aircraft.
[0040] Flight path detent 412 is part of flight path detent
profile 411, and altitude detent 414 is part of altitude hold
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detent profile 413. These profiles include characteristics
for tactile cues that may be associated with respective
detents. These characteristics for tactile cues may in-
clude ones that may be used to maintain or push collec-
tive control lever 402 towards an associated detent when
the collective control lever is within some distance or
range of positions of the detent.
[0041] In the different advantageous embodiments,
flight path detent 412 and altitude detent 414 may be
located along two different positions within the different
positions of collective control lever 402. Also, these de-
tents may move during operation of the aircraft, depend-
ing on various parameters detected for the aircraft during
flight.
[0042] Also, flight path detent profile 411 includes de-
tent latch force extension 416. This component is an ex-
tension of flight path detent 412 towards altitude detent
414. Detent latch force extension 416 makes it possible
for a pilot or other operator of collective control lever 402
to move collective control lever 402 away from flight path
detent 412 towards altitude detent 414 in a manner that
requires the operator to exert force to move collective
control lever 402, but avoid unintended movements of
collective control lever 402 from other factors. An unin-
tended movement is any movement of collective control
lever 402 that is not desired by the operator.
[0043] These factors include, for example, without lim-
itation, aircraft vibration, friction in the cockpit control in-
ceptor, or other factors that may cause unintended move-
ment of collective control lever 402. The different advan-
tageous embodiments recognize that with currently used
systems, such an extension is absent and a gap is
present between the two detent profiles. As a result, the
different advantageous embodiments recognize that un-
intended movement of collective control lever 402 may
result in unintended changes in the velocity of the aircraft.
[0044] These unintended movements may result from
a sudden absence of tactile cues at low vertical speeds.
In other words, a tactile cue may be present to push col-
lective control lever 402 back towards flight path detent
412. If the operator pushes collective control lever 402
upwards and the position of collective control lever 402
leaves flight path detent profile 411, a sudden absence
of force may be present. As a result, collective control
lever 402 may jump or move farther than desired because
of the sudden change in resistance. This is a problem
that the different advantageous embodiments recognize
as being present with currently available systems having
split or dual detents for collective control lever 402.
[0045] Further, during various maneuvers, flight con-
trol computer 404 may move flight path detent 412 and
altitude detent 414 towards each other. This movement
of these detents may result in an overlap between flight
path detent profile 411 and altitude hold detent profile
413. The different advantageous embodiments recog-
nize this overlap may result in undesirable force feel char-
acteristics, as well as possibly unpredictable flight path
hold characteristics.

[0046] As a result, the different advantageous embod-
iments also include artificial detent spread 418, which
may spread out flight path detent 412 and altitude detent
414 in a manner such that flight path detent profile 411
and altitude hold detent profile 413 do not overlap, or
overlap in a manner in which undesirable characteristics
are avoided. In these examples, artificial detent spread
418 may be generated by flight control computer 404
through signals sent to parallel actuator system 408. Ar-
tificial detent spread 418 may be compensated for
through signals sent to the series actuator system 420.
In these examples, this actuator system may be, for ex-
ample, series actuator 106 in Figure 1. Actuator system
420 may increase the displacement needed to change
the angle of blades.
[0047] Thus, the different advantageous embodiments
provide a detent force extension feel characteristic along
with adjusting the altitude hold detent position during
commanded climbs and descents to artificially increase
the spread or distance between the altitude hold detent
and the flight path detent and match positions in the pro-
files to form a detent spread augmentation. Further, se-
ries actuator commands or signals may be generated to
compensate for the artificially spread position of the al-
titude hold detent position so that level flight may be cap-
tured without any rate of climb overshoots or under-
shoots. This type of artificial detent spread also may be
referred to as detent spread augmentation.
[0048] Turning now to Figure 5, a diagram of a data
processing system is depicted in accordance with an ad-
vantageous embodiment. In this illustrative example, da-
ta processing system 500 includes communications fab-
ric 502, which provides communications between proc-
essor unit 504, memory 506, persistent storage 508,
communications unit 510, input/output (I/O) unit 512, and
display 514. In these examples, data processing system
500 may be used to implement flight control computer
110 in Figure 1.
[0049] Processor unit 504 serves to execute instruc-
tions for software that may be loaded into memory 506.
Professor unit 504 may be a set of one or more proces-
sors or may be a multi-processor core, depending on the
particular implementation. Further, processor unit 504
may be implemented using one or more heterogeneous
processor systems in which a main processor is present
with secondary processors on a single chip. As another
illustrative example, processor unit 504 may be a sym-
metric multi-processor system containing multiple proc-
essors of the same type.
[0050] Memory 506 and persistent storage 508 are ex-
amples of storage devices. A storage device is any piece
of hardware that is capable of storing information either
on a temporary basis and/or a permanent basis. Memory
506, in these examples, may be, for example, a random
access memory or any other suitable volatile or non-vol-
atile storage device. Persistent storage 508 may take
various forms depending on the particular implementa-
tion. For example, persistent storage 508 may contain
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one or more components or devices. For example, per-
sistent storage 508 may be a hard drive, a flash memory,
a rewritable optical disk, a rewritable magnetic tape, or
some combination of the above. The media used by per-
sistent storage 508 also may be removable. For example,
a removable hard drive may be used for persistent stor-
age 508.
[0051] Communications unit 510, in these examples,
provides for communications with other data processing
systems or devices. In these examples, communications
unit 510 is a network interface card. Communications
unit 510 may provide communications through the use
of either or both physical and wireless communications
links.
[0052] Input/output unit 512 allows for input and output
of data with other devices that may be connected to data
processing system 500. For example, input/output unit
512 may provide a connection for user input through a
keyboard and mouse. In these examples, input/output
unit 512 may be used to generate signals to control var-
ious devices, such as parallel actuator 104 and series
actuator 106 in Figure 1. Further, input/output unit 512
may be used to receive data from various sensors used
to sense parameters about a helicopter during flight. In
these examples, the parameters may be received from
a component or sensors such as inertial velocity sensor
112 in Figure 1. Further, input/output unit 512 may send
output to a printer. Display 514 provides a mechanism
to display information to a user.
[0053] Instructions for the operating system and appli-
cations or programs are located on persistent storage
508. These instructions may be loaded into memory 506
for execution by processor unit 504. The processes of
the different embodiments may be performed by proces-
sor unit 504 using computer implemented instructions,
which may be located in a memory, such as memory 506.
These instructions are referred to as program code, com-
puter usable program code, or computer readable pro-
gram code that may be read and executed by a processor
in processor unit 504. The program code in the different
embodiments may be embodied on different physical or
tangible computer readable media, such as memory 506
or persistent storage 508.
[0054] Program code 516 is located in a functional
form on computer readable media 518 that is selectively
removable and may be loaded onto or transferred to data
processing system 500 for execution by processor unit
504. Program code 516 and computer readable media
518 form computer program product 520 in these exam-
ples. In one example, computer readable media 518 may
be in a tangible form, such as, for example, an optical or
magnetic disc that is inserted or placed into a drive or
other device that is part of persistent storage 508 for
transfer onto a storage device, such as a hard drive that
is part of persistent storage 508. In a tangible form, com-
puter readable media 518 also may take the form of a
persistent storage, such as a hard drive, a thumb drive,
or a flash memory that is connected to data processing

system 500. The tangible form of computer readable me-
dia 518 is also referred to as computer recordable stor-
age media. In some instances, computer readable media
518 may not be removable.
[0055] Alternatively, program code 516 may be trans-
ferred to data processing system 500 from computer
readable media 518 through a communications link to
communications unit 510 and/or through a connection to
input/output unit 512. The communications link and/or
the connection may be physical or wireless in the illus-
trative examples. The computer readable media also
may take the form of non-tangible media, such as com-
munications links or wireless transmissions containing
the program code.
[0056] The different components illustrated for data
processing system 500 are not meant to provide archi-
tectural limitations to the manner in which different em-
bodiments may be implemented. The different illustrative
embodiments may be implemented in a data processing
system including components in addition to or in place
of those illustrated for data processing system 500. Other
components shown in Figure 5 can be varied from the
illustrative examples shown.
[0057] As one example, a storage device in data
processing system 500 is any hardware apparatus that
may store data. Memory 506, persistent storage 508 and
computer readable media 518 are examples of storage
devices in a tangible form.
[0058] In another example, a bus system may be used
to implement communications fabric 502 and may be
comprised of one or more buses, such as a system bus
or an input/output bus. Of course, the bus system may
be implemented using any suitable type of architecture
that provides for a transfer of data between different com-
ponents or devices attached to the bus system. Addition-
ally, a communications unit may include one or more de-
vices used to transmit and receive data, such as a modem
or a network adapter. Further, a memory may be, for
example, memory 506 or a cache such as found in an
interface and memory controller hub that may be present
in communications fabric 502.
[0059] With reference now to Figure 6, a diagram il-
lustrating a known force feel profile is depicted. In this
example, force feel profile 600 is an example of a cur-
rently used force feel profile to provide detents and feed-
back for a collective control lever. The different advan-
tageous embodiments recognize that this type of profile
has a number of drawbacks when changes in command-
ed flight path angle are attempted at different levels of
precision. In this example, force feel profile 600 illustrates
vertical stick force exerted by an active force feel actuator
on a collective control lever on the Y axis. The X axis
illustrates collective control lever positions. In these ex-
amples, the force that may be exerted on the collective
control lever is generated by a component, such as par-
allel actuator 104 in Figure 1.
[0060] In these examples, force feel profile 600 pro-
vides a flight path detent at point 602 and an altitude hold
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detent at point 604. In these examples, line 601 repre-
sents a flight path detent profile, such as flight path detent
profile 411 in Figure 4; while line 603 represents an al-
titude hold detent profile, such as altitude hold detent
profile 413 in Figure 4 within force feel profile 600. Point
602 may correspond to detent position 118 in Figure 1,
while point 604 may correspond to detent position 122
in Figure 1. As can be seen, force feel profile 600 is a
split detent force feel profile with a flight path hold detent
and an altitude hold detent.
[0061] In these examples, stick force gradient 606 de-
creases in upward force as a collective control lever is
moved upwards towards point 602. This force tends to
move the collective control, lever towards the flight path
detent at point 602. This gradient provides a tactile feel
or feedback for collective control lever points that are
lower than point 608. Stick force gradient 606 is consid-
ered to be stable, in these examples, because a pilot is
required to increase downward force on the collective
control lever to displace this lever in a downward position.
[0062] As a result, if force is relaxed or reduced on the
collective control lever by the pilot when this lever is within
stick force gradient 607, the collective control lever
moves upward and eventually moves to an equilibrium
point at a zero force point at point 602.
[0063] Between point 608 and point 610 stick force
gradient 614 is present. This gradient is intended to hold
the collective control lever in a position within a close
tolerance of the flight path detent at point 602. This profile
may hold the collective control lever position even in the
presence of gravity, friction, and/or inadvertent pilot stick
force being applied to the collective control lever.
[0064] When the collective control lever is positioned
between point 610 and point 612, stick force gradient
614 pushes the collective control lever upward until the
collective control lever reaches zero stick force at point
612. The different advantageous embodiments recog-
nize that stick force gradient 614 may cause the collective
control lever to jump or move unpredictably by a small
amount when a pilot attempts to reduce the commanded
flight path angle by positioning the collective control lever
slightly outside the width of the flight path hold detent just
to the right of point 610.
[0065] The different advantageous embodiments rec-
ognize that force feel profile 600 does not allow a pilot
to make reductions in the commanded flight path angle
in as fine and precise a manner as desired. The different
advantageous embodiments recognize that this type of
inability is a significant shortcoming, of force feel profile
600. In these examples, force feel deadzone 617 occurs
in the range of positions between points 612 and 618 in
which no tactile cues are provided.
[0066] In this example, detent stiffness region 616 be-
gins at point 618 until point 620. At point 620, stable de-
tent stiffness region 622 is present. After point 604, force
is applied downward along vertical stick force gradient
624.
[0067] With reference now to Figure 7, an illustration

of a force feel profile is depicted in accordance with an
advantageous embodiment. In this example, force feel
profile 700 is an example of a split detent force feel profile
that may be used during descent of an aircraft. In this
example, the stick force is represented on the Y axis
while the collective lever position is represented on the
X axis.
[0068] Force feel profile 700 is an example of a force
feel profile that may be implemented in flight control com-
puter 110 in Figure 1 to provide detents, such as detent
positions 118 and 122 in Figure 1. Further, force feel
profile 700 is an example of force feel profile 124 in Fig-
ure 1. The different forces applied based on force feel
profile 700 may be implemented by control signals sent
to an actuator, such as parallel actuator 104 in Figure 1.
[0069] As illustrated, force feel profile 700 provides de-
tent positions at points 702 and 704. Point 702 is a flight
path detent, which may be used to hold a flight path angle.
Point 702 corresponds to detent position 118 in Figure
1, in these examples. Point 704 is an altitude hold detent
that may be used to hold altitude in these examples. Point
704 represents a position that corresponds to detent po-
sition 122 in Figure 1.
[0070] In this example, detent gradient 706 is present
up to point 708. Detent gradient 706 pushes the collective
control lever upward for collective control lever positions
that are lower than point 708. This particular force gra-
dient is considered stable, in these examples, because
a pilot needs to increase the downward force on the col-
lective control lever to displace the collective control lever
further downward.
[0071] As a result, if a pilot relaxes or decreases the
downward force when the collective control lever is po-
sitioned within detent gradient 706, the collective control,
lever begins to move upward and eventually comes to
equilibrium at point 702. As the collective control lever
moves upwards, after point 708, steeper stable control
gradient 710 is present. This gradient tends to push the
collective control lever towards point 702 while the col-
lective control lever is between point 708 and point 712.
[0072] The distance between point 708 and point 712
is referred to as a detent latch width. The gradient present
within this width is intended to hold the collective control
lever position within a close tolerance of the flight path
detent position identified by point 702 in these examples.
This force is desired to hold the collective control lever
close to point 702 even in the presence of gravity, friction,
and/or an inadvertent application of force by the pilot to
the collective control lever.
[0073] The different advantageous embodiments pro-
vide an ability to prevent an unstable stick force gradient
between points 712 and 714. The different advantageous
embodiments provide detent latch force extension 716
between points 712 and 714. This region provides a con-
stant level of restoring stick force when the collective con-
trol lever is positioned outside of the detent latch identi-
fied by points 708 and 712. This constant restoring force
pushes the collective control lever towards point 702.
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[0074] Detent latch force extension 716 is implement-
ed as a constant restoring force, in this example, to elim-
inate unpredictable collective control lever jumps that
may occur with prior art force feel profiles. Further, detent
latch force extension 716 allows a pilot to make fine and
precise adjustments to reduce the commanded flight
path angle. Thus, in these illustrative examples, the flight
path detent profile within force feel profile 700 begins at
point 715 and ends at point 717.
[0075] Additionally, force feel profile 700 includes an
altitude hold detent as indicated at point 704. This detent
is part of an altitude detent profile that begins at point
717 and ends at point 719 in these examples.
[0076] Unstable detent latch stiffness region 718 is
present between point 717 and point 724. Stable detent
latch stiffness region 722 is present between point 724
and point 728. Vertical stick force gradient 727 is present
between point 728 and point 730. The magnitude of the
stick force at point 712 is referred to as a detent latch
force.
[0077] The altitude hold detent force feel profile, in
these advantageous embodiments, provides identical al-
titude hold and tactile cueing performance as in prior
force feel profiles. The different advantageous embodi-
ments, however, avoid force gradient instability when the
collective control lever is positioned just outside (to the
right of point 712 in Figure 7) of the detent latch width
region between point 708 and point 712 and therefore
allow the pilot to make small corrections to the flight path
of the helicopter.
[0078] Further, the different advantageous embodi-
ments may move the flight path detent and the altitude
hold detent relative to each other, depending on infor-
mation detected by an inertial velocity sensor. The move-
ment of the detents in the profiles associated with these
detents may cause an overlap between the two detent
profiles within force feel profile 700. This overlap may
result in unintended tactile cues and/or unintended
changes in a state of the aircraft.
[0079] With reference now to Figure 8, an illustration
of inadequate separation between altitude hold and flight
path angle detents provided by an advantageous em-
bodiment of prior art is depicted. In this example, force
feel profile 800 illustrates the presence of an inadequate
separation between an altitude hold detent and a flight
path detent that may occur in shallow descent at low
airspeeds that different advantageous embodiments pre-
vents and/or minimize.
[0080] This illustration is an example of a problem rec-
ognized by the different advantageous embodiments
with respect to currently used split detent force feel pro-
files. This problem may occur, in some cases, with the
use of the detent latch force extension in the different
advantageous embodiments. In this example, the flight
path detent is illustrated at point 802, while the altitude
hold detent is illustrated at point 804. The different gra-
dients for the flight path detent are illustrated in line 806,
while the different gradients for the altitude hold detent

are illustrated in line 808.
[0081] The different advantageous embodiments rec-
ognize that this type of situation may occur with currently
used split detent force feel profiles when the flight path
hold detent position and the altitude hold detent position
are in close proximity to each other. This type of proximity
may occur using presently available systems when small
flight path angles are commanded at low forward flight
speeds.
[0082] The different embodiments recognize that this
type of close proximity may result in a problem in which
interference between the flight path hold detent force feel
characteristic for the detent profile represented by line
806 and the altitude hold detent force feel characteristic
for the detent profile presented by line 808 in section 810
may occur. These two detent profiles are part of force
feel profile 800.
[0083] In this section, the force feel characteristics for
the two detent profiles overlap and cause interference.
The interference between the force feel characteristics
of these two detents may result in unpredictable flight
path hold performance. Further, a tendency for uncom-
manded transition from flight path hold state to altitude
hold state may also occur. In these examples, uncom-
manded means that the change occurs without an input
or command being input by the operator. In other words,
the state may change without the operator moving the
collective control lever. The different advantageous em-
bodiments recognize that this type of situation is a prob-
lem and may occur in the currently implemented force
feel profile systems.
[0084] As a result of recognizing these problems and
other problems, the different advantageous embodi-
ments provide a detent spread augmentation to prevent
and/or minimize this type of overlapping.
[0085] With reference now to Figure 9, a diagram il-
lustrating a force feel profile in which adequate separa-
tion between detents is depicted in accordance with an
advantageous embodiment. In this example, force feel
profile 900 illustrates vertical stick force on the Y axis
and collective control lever position on the X axis. In this
example, force feel profile 900 is an example of a force
feel profile that may be implemented as force feel profile
124 in Figure 1 for use by flight control computer 110 in
Figure 1.
[0086] In this example, the flight path hold detent po-
sition is shown at point 902 and the altitude hold detent
position is shown in point 904. Line 906 illustrates the
force feel characteristics for the flight path detent, while
line 908 illustrates the force feel characteristics for the
altitude hold detent. In the advantageous embodiments,
the flight path detent represented by point 902 and the
altitude hold detent represented by point 904 would nor-
mally be in close proximity when small flight path angles
are commanded at low flight speeds.
[0087] The different advantageous embodiments in-
crease the separation between point 902 and point 904
as shown with section 910. This separation may be in-
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cluded in climbing or descending flight path angles or
may be commanded to avoid interference between the
force feel characteristics in line 906 and the force feel
characteristics in line 908.
[0088] The increased separation provided by section
910 between the detents may be provided through repo-
sitioning of the altitude hold detent cue. Section 910, in
which artificial repositioning of the spread of the altitude
hold detent may occur, is also referred to as detent
spread augmentation. In this manner, a tendency for un-
commanded transitions between flight path hold mode
to altitude hold mode may be reduced or eliminated. This
type of modification of the characteristics may be espe-
cially useful at shallow flight path angles.
[0089] With reference now to Figure 10, an illustration
of a logic diagram for calculating a flight path detent po-
sition is depicted in accordance with an advantageous
embodiment. In this example, logic 1000 is an example
of functional and/or logical blocks which may be imple-
mented in software and/or hardware. These components
may be implemented in a data processing system, such
as data processing system 500 in Figure 5. In this ex-
ample, logic 1000 includes subtractor 1002, command
deadzone 1004, multiplier 1006, divider 1008, integrator
1019, multiplier 1012, multiplier 1014, divider 1016, sum-
ming node 1018, and maximum value operator 1020.
[0090] In operation, logic 1000 generates flight path
detent position 1022, δCγ. Logic 1000 receives inputs that
include collective lever position δC 1024, ground speed
UG 1026, low speed threshold 1028, vertical damping
ZW 1030, vertical control sensitivity zδC 1032, and altitude
hold detent position δCH 1034.
[0091] In these examples, ground speed 1026 may be
detected using an inertial velocity sensor, such as inertial
velocity sensor 112 in Figure 1. Vertical damping 1030
and vertical control sensitivity 1032 may be estimated
ahead of time for a given aircraft and may be identified
as functions of airspeed. Altitude hold detent position
1034 may be calculated based on the sensed velocity,
vertical damping 1030, and vertical control sensitivity
1032. The difference between collective lever position
1024 and the current value for flight path detent position
1022 is calculated using subtractor 1002. The result is a
time rate of change of vertical velocity that is sent to com-
mand deadzone 1004.
[0092] Command deadzone 1004 prevents com-
mands from small deflections of the collective lever that
may occur due to friction, gravity, aircraft acceleration,
induced forces, and/or inadvertent small pilot force in-
puts. The output of command deadzone 1004 is multi-
plied by vertical control sensitivity 1032 at multiplier 1006.
This output is a command time rate of change of the
vertical velocity.
[0093] This output is divided by the maximum value
identified between ground speed 1026 and low speed
threshold 1028 using divider 1008. Maximum value op-
erator 1020 is to protect against a divide by zero in sub-
sequent calculations. As a result, the larger of the value

of ground speed 1026 and low speed threshold 1028 is
used as the input to divider 1008 and multiplier 1012.
[0094] The output of divider 1008 is the commanded
time rate of change of flight path angle and is sent into
integrator 1019. This integration generates a command-
ed flight path angle as an output. This commanded flight
path angle is then multiplied by the output of maximum
value operator 1020 to generate a current vertical veloc-
ity command. This current vertical velocity command is
multiplied by vertical damping derivative 1030. This out-
put is then divided by vertical control sensitivity 1032 us-
ing divider 1016. The output of divider 1016 is then
summed with vertical control sensitivity 1032 to generate
flight path detent position 1022.
[0095] With reference now to Figure 11, an illustration
of a series actuator augmentation is depicted in accord-
ance with an advantageous embodiment. In this exam-
ple, series actuator augmentation 1100 may be used to
act in series with pilot direct path 1102 to change collec-
tive control surface actuator position 1104. Pilot direct
path 1102 is added to series actuator augmentation 1100
at summing node 1108. This path is a path through which
collective control lever position 1106 may be received as
an input as a result of an operator moving a collective
control lever.
[0096] Series actuator augmentation 1100 may
change collective control surface actuator position 1104
even though collective control lever position 1106 has
not changed. Series actuator augmentation 1100 may
generate changes based on aircraft sensor information
1110. As a result, the inputs, collective control lever po-
sition 1106 and aircraft sensor information 1110, may be
used to generate collective control surface actuator po-
sition 1104.
[0097] Series actuator augmentation 1100 may be im-
plemented using various actuators, such as limited au-
thority stability augmentation system actuators. Further,
this type of augmentation also may be applied to fly-by-
wire systems. In a fly-by-wire system, both pilot direct
path 1102 and series actuator augmentation 1100 may
be implemented electronically as software components
in a flight control computer. As an example, series actu-
ator augmentation 1100 may be implemented as soft-
ware and/or hardware and may be part of a flight control
computer implemented using data processing system
500 in Figure 5.
[0098] In this manner, series actuator augmentation
1100 may allow collective control lever position 1106 to
move to a more advantageous position that provides wid-
er separation between an altitude hold detent and a flight
path angle detent without encountering undesirable over-
shoots of level flight.
[0099] With reference now to Figure 12, a diagram of
a series actuator augmentation component is depicted
in accordance with an advantageous embodiment. In this
example, series actuator augmentation 1200 is a more
detailed illustration of series actuator augmentation 1100
in Figure 11. Series actuator augmentation 1200 in-
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cludes subtractor 1202, subtractor 1204, switch 1206,
limiter 1208, and subtractor 1210.
[0100] In these examples, flight path detent position
1212, altitude hold detent position 1214, command dead-
zone half-width 1216, and detent spread compensation
1218 are examples of aircraft sensor information, such
as aircraft sensor information 1110 in Figure 11. In these
illustrative examples, the command deadzone half-width
is one half of the width of the entire command deadzone.
For example, if a command deadzone is provided be-
tween collective control lever positions of 48 percent and
52 percent, the width of the deadzone would be 4 percent
and the command deadzone half-width would be 2 per-
cent. A command deadzone may be referred to as being
+/- the command deadzone half-width. For example, +/-
2 percent for a deadzone that extends between control
positions of 48 percent and 52 percent.
[0101] Additionally, collective control lever position
1220 also may be input into series actuator augmentation
1200. Detent spread compensation 1218 may compen-
sate for the fact that an altitude hold detent may be arti-
ficially positioned or spread to a cockpit control position
that is farther away from a flight path angle hold detent
than the natural stick position to hold the altitude. For
example, when the pilot wants to return to a level flight
condition from a commanded rate of descent, he can do
so by moving the vertical controller upward until he feels
contact with the altitude hold detent tactile cue.
[0102] The altitude hold detent cue indicates the point
at which the pilot should stop moving the collective con-
trol lever so that the lever is positioned at the correct
position to maintain level flight. When the altitude hold
detent is artificially "spread" upward in a descending flight
condition to increase the separation between the flight
path and altitude hold detent positions, the pilot may stop
moving the collective control lever at a position that is
somewhat higher than the natural unaugmented stick po-
sition required to hold altitude.
[0103] As the system moves out of the flight path angle
hold mode, the artificial spread in the altitude hold detent
position is removed, thereby driving the altitude hold de-
tent tactile cue and the collective control lever itself to
the true position for level flight. Unfortunately, if detent
spread compensation is not provided, initially positioning
the collective control lever to a position above the true
position for altitude hold will result in some level of tran-
sient overshoot of the target altitude.
[0104] In these illustrative examples, the purpose of
the detent spread compensation is to cancel the impact
of having the stick positioned above and outside the com-
mand detent when it is initially returned to the altitude
hold tactile cue detent position from a descending flight
condition. The detent spread compensation performs a
similar function in reverse when the pilot commands a
return to level flight from a climbing flight condition when
detent spread augmentation is applied to widen the sep-
aration between the flight path angle and altitude hold
detents. Another input into series actuator augmentation

1200 is flight path angle hold logic 1222.
[0105] In these examples, the modification to the com-
mand deadzone may be implemented through series ac-
tuator augmentation 1200. Flight path angle hold logic
1222 may determine when the deadzone may be imple-
mented about flight path detent position 1212 or altitude
hold detent position 1214. When flight path angle hold
logic 1222 is true, indicating that the system is in the flight
path hold mode, the command deadzone is provided to
flight path detent position 1212. When flight path angle
hold logic 1222 is false, indicating that the system is in
altitude hold mode, the command deadzone is provided
for altitude hold detent position 1214.
[0106] In these examples, detent spread compensa-
tion 1218 is introduced into the calculations performed
by series actuator augmentation 1200. This value is sub-
tracted from the output of limiter 1208 to generate a signal
from which the detent spread compensation 1218 is sub-
tracted using subtractor 1210. The input received from
switch 1206 may be limited by limiter 1208. The limit, in
these examples, is set by command deadzone half-width
1216.
[0107] This output is then added to the command gen-
erated by the pilot through pilot direct path 1224 using
collective control lever position 1220 at summing node
1226. This output forms collective control surface actu-
ator position 1228.
[0108] The output of subtractor 1210 cancels the effect
of initially positioning the collective control lever above
the unaugmented position for altitude hold when level
flight is captured from an initial commanded descent. In
this manner, the control surface is commanded to col-
lective control surface actuator position 1228 to provide
for level flight capture without a transient overshoot.
[0109] With reference now to Figure 13, an illustration
in compensating for detent spread augmentation is de-
picted in accordance with an advantageous embodiment.
In these examples, logic 1300 includes limiter 1302, de-
tent spread augmentation gain 1304, sign inverter 1306,
summing node 1308, inverter 1310, difference node
1312, maximum operator 1314, minimum operator 1316,
limiter 1318, limiter 1320, and subtractor 1322.
[0110] The inputs into logic 1300 include commanded
flight path angle 1324, detent spread augmentation
range 1326, command deadzone half-width 1328, alti-
tude hold detent position 1330, and collective control le-
ver position 1332. The output generated by logic 1300
is detent spread compensation 1334 and artificially po-
sitioned spread altitude hold detent position 1336.
[0111] In the different advantageous embodiments,
logic 1300 provides an ability to generate additional
spread in the altitude hold detent position. In these ex-
amples, the calculation is based on commanded flight
path angle 1324 in which limiter 1302 limits the angle to
a relatively small range. This limiter is used because the
augmented detent separation may be required only for
small flight path angles. In these examples, a range of
plus or minus two degrees of commanded flight path an-
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gle is a typical value for detent spread augmentation
range 1326.
[0112] In these examples, limiter 1302 is a standard
flight control element used by control system designers.
With this component, if commanded flight path angle
1324 is greater than or equal to detent spread augmen-
tation range 1326, then the output of limiter 1302 is set
equal to detent spread augmentation range 1326. If com-
manded flight path angle 1324 is less than or equal to
the value of the detent spread augmentation range 1326
multiplied by -1.0, then the output of limiter 1302 is set
equal to the value of the detent spread augmentation
range 1326 multiplied by -1.0. If commanded flight path
angle 1324 is less than detent spread augmentation
range 1326, and if commanded flight path angle 1324 is
greater than the value of detent spread augmentation
range 1326 multiplied by -1.0, then the output of limiter
1302 is set equal to commanded flight path angle 1324.
[0113] Detent spread augmentation gain 1304 defines
the amount of detent spread per limited commanded
flight path angle generated by limiter 1302. In these ex-
amples, this gain value may be, for example, one percent
per degree. This output is then inverted using sign invert-
er 1306. A negative value is used because a negative
descending, commanded flight path angle generates a
positive value for artificially positioned spread altitude
hold detent position 1336.
[0114] In these examples, the additional detent spread
generated by detent spread augmentation gain 1304
may be used to generate detent spread compensation
1334. The difference between collective control lever po-
sition 1332 and altitude hold detent position 1330 may
be generated by difference node 1312. The output of
difference node 1312 is sent into limiter 1320 and used
to set the limit for collective control lever position 1332.
The maximum allowable output of limiter 1318 may be
set by maximum operator 1314. The minimum allowable
output of limiter 1318 may be set by minimum operator
1316.
[0115] The output of maximum operator 1314 is equal
to the larger of the additional detent spreads generated
by detent spread augmentation gain 1304 through sign
inverter 1306 and command deadzone half-width 1328.
The output of minimum operator 1316 is equal to the
lesser of the additional detent spreads generated by de-
tent spread augmentation gain 1304 through sign invert-
er 1306 and command deadzone half-width 1328 with a
negative value. The output of difference node 1312 also
may be used as an input into limiter 1320. The output of
limiter 1320 is limited to a range of plus or minus com-
mand deadzone half-width 1328 in these examples. De-
tent spread compensation 1334 is calculated as the dif-
ference between limiter 1318 and limiter 1320 using sub-
tractor 1322.
[0116] With reference now to Figure 14, a flowchart
of a process for generating a series actuator position and
a force exerted on a collective lever is depicted in ac-
cordance with an advantageous embodiment. In this ex-

ample, the process is an example of a process that may
be implemented in a data processing system, such as
data processing system 500 in Figure 5. Many of the
different operations illustrated in Figure 14 may operate
concurrently even though the description of the different
operations may be sequential.
[0117] In this example, aircraft vertical velocity (hdot)
and the longitudinal velocity (UG) are sensed by using
an inertial velocity sensor (operation 1400). The collec-
tive control lever position (δC) is sensed by using a po-
sition transducer (operation 1402).
[0118] The process predicts the collective control lever
position required to hold altitude with neutral displace-
ment of the series augmentation actuator (δCH) based
on vertical velocity (hdot), collective control lever position
(δC), and series actuator position (operation 1404).
[0119] Next, the commanded flight path angle (γCOM)
is calculated and the collective control lever position re-
quired to hold commanded flight path angle with neutral
displacement of the series augmentation actuator (flight
path detent position (8Cγ)) is predicted (operation 1406).
The commanded flight path angle (γCOM) 618 and the
flight path detent position are calculated using the calcu-
lations described in logic 1000 in Figure 10.
[0120] The process calculates the artificially posi-
tioned (spread) altitude hold detent position
(δCH-SPREAD) and the detent spread compensation com-
mand (CDS) (operation 1408). These values may be cal-
culated using logic 1300 in Figure 13.
[0121] The process includes the detent spread com-
pensation command (CDS) in the summation of com-
mands that are provided to the series actuator to gener-
ate a total series actuator command (operation 1410).
The process then positions the series actuator at the
commanded position (total series actuator command)
(operation 1412). This operation may be implemented
using actuator control loops. The output is the series ac-
tuator position, which may be used to set rotor collective
blade pitch to the appropriate position.
[0122] Next, the process calculates the width of the
detent latch force extension region based on artificially
positioned (spread) altitude hold detent position
(δCH-SPREAD) and flight path detent position (δCγ) (oper-
ation 1414). The process also calculates the desired stick
force to be exerted on the collective control lever due to
the precision adjust split detent force feel profile based
on width of the detent latch force extension region, arti-
ficially positioned (spread) altitude hold detent position
(δCH-SPREAD), flight path detent position (δCγ), and col-
lective control lever position (δC) (operation 1416). The
process then controls the active parallel actuator to en-
sure that the force exerted on the collective control lever
by the parallel actuator is equal to the desired stick force
(operation 1418). The output generated by operation
1418 is the force exerted on the collective control lever.
This force may be exerted using signals sent to a parallel
actuator, such as parallel actuator 104 in Figure 1.
[0123] With reference now to Figures 15-17, diagrams
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illustrating commanded descent and recapture of level
flight are depicted in accordance with an advantageous
embodiment. In this example, trace 1500 represents col-
lective control lever position, trace 1502 represents the
flight path angle detent position, trace 1504 represents
the un-augmented altitude hold detent position, and trace
1516 represents the augmented altitude hold detent po-
sition. The Y axis represents the collective control lever
position and percentage. As the percentage increases,
the collective control lever position moves upward. The
X axis represents time in seconds in these examples.
[0124] In Figure 16, trace 1600 represents the com-
manded flight path angle, in which the Y axis represents
the units while the X axis represents time. In Figure 17,
trace 1700 represents the detent spread augmentation
command, while trace 1702 represents the detent spread
compensation. In this figure, the Y axis represents the
percent of full travel while the X axis represents time.
[0125] In this example, a pilot may initiate a descent
by exerting a downward force on the collective control
lever and moving the collective control lever downward
as illustrated in trace 1500. As trace 1500 decreases or
moves downward, trace 1600 integrates downward in
proportion to the difference between the collective control
lever position in trace 1500 and the flight path angle de-
tent position in trace 1502. As the commanded flight path
angle in trace 1600 decreases from around 0.0 to around
-2.0 degrees, the detent spread augmentation feature in
the different advantageous embodiments spreads the
augmented altitude hold detent position illustrated in
trace 1516 to a maximum value of around 2.0 percent
above the un-augmented altitude hold detent position as
illustrated in trace 1504.
[0126] When the commanded rate of descent or flight
path angle in trace 1600 is reached, around point 1518
in Figure 15, the pilot may relax the stick force and allow
the collective control lever to be pulled up into the flight
path angle hold detent as illustrated in trace 1502. From
this point, the commanded flight path angle illustrated in
trace 1600 may be held by the system as long as the
pilot does not apply a force that exceeds a breakout limit
for the flight path hold detent.
[0127] When the pilot decides to recapture level flight
at a time around point 1520 in Figure 15, the pilot pulls
the collective control lever upward as illustrated by trace
1500 at point 1520. This upward pull occurs until the pilot
feels the artificially spread altitude hold detent tactile cue
as shown in trace 1516. At that point, the pilot may relax
the stick force.
[0128] The detent spread compensation command il-
lustrated in trace 1702 in Figure 17 compensates for the
fact that the collective control lever position as illustrated
in trace 1500 may momentarily be positioned above the
actual steady state position required to hold the altitude
as illustrated in trace 1504.
[0129] At an airspeed of around 45 knots true air speed
(KTAS), a detent spread compensation command as il-
lustrated in trace 1702 is around 0.3 percent of the col-

lective control authority and is the amount of compensa-
tion needed to compensate for the detent augmentation
spread that is momentarily present during level flight cap-
ture in trace 1700. Larger detent spread compensation
commands may be required at lower airspeeds and
smaller detent spread compensation commands may be
required for higher airspeeds.
[0130] With reference now toFigures 18-20, diagrams
illustrating commanded climb and recapture of level flight
are depicted in accordance with an advantageous em-
bodiment. In this example, an illustration of detent aug-
mentation spread and detent spread compensation are
depicted for a commanded climb and recapture of level
flight. In this example, collective control lever position is
depicted in trace 1800, flight path angle detent position
is depicted in trace 1802, un-augmented altitude hold
detent position is illustrated in trace 1804, and augment-
ed altitude hold detent position is illustrated in trace 1806.
In this example, the Y axis represents the collective con-
trol lever position in terms of percent of full travel up-
wards. The X axis represents time.
[0131] In Figure 19, trace 1900 represents the com-
manded flight path angle. In this figure, the Y axis repre-
sents degrees, while the X axis represents time. In Fig-
ure 20, trace 2000 represents the detent spread com-
pensation command, while trace 2002 represents the de-
tent augmentation command. In these examples, the Y
axis represents the percent of travel or position of the
collective control lever while the X axis represents time.
[0132] As depicted, a pilot may initiate a climb by ex-
erting an upward force on the collective control lever and
moving the collective control lever upward as illustrated
in trace 1800 at around point 1801. The commanded
flight path angle integrates upward in proportion to the
difference between the collective control lever position
in trace 1800 and the flight path angle detent position in
trace 1802. This commanded flight path angle is illustrat-
ed in trace 1900. As the commanded flight path angle in
trace 1900 increases from around 0.0 degrees to around
2.0 degrees, the detent spread augmentation feature in
the advantageous embodiments spreads the augmented
altitude hold detent position in trace 1806 to a minimum
value of around -2.0 percent below the un-augmented
altitude hold detent position in trace 1804.
[0133] When the desired commanded flight path an-
gle, flight path angle 1900, is reached at a time around
point 1808 in Figure 18, the pilot, in this example, relaxes
the stick force and allows the collective control lever in
trace 1800 to be pulled down into flight path angle hold
detent 1802. From this point, the command of flight path
angle illustrated in trace 1900 may be held by the system
as long as the pilot does not apply a stick force that ex-
ceeds the breakout limit of the flight path hold detent.
[0134] When the pilot decides to recapture level flight
around 174 seconds, the pilot may push the collective
control lever down until the pilot feels the artificially
spread altitude hold detent tactile cue illustrated in trace
1806. The pilot may then relax the stick force. The detent
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spread compensation command illustrated in trace 2000
occurs at a time of around 177 seconds.
[0135] This command compensates for the fact that
the collective control lever is momentarily positioned
slightly below the actual steady state collective control
lever position required to hold the altitude as illustrated
in trace 1800. The unaugmented altitude hold detent po-
sition is illustrated in trace 1804.
[0136] An airspeed of around 45 KTAS may only re-
quire a detent spread compensation command that is
around 0.3 percent equivalent of the collective control
authority to compensate for the detent spread augmen-
tation in trace 2002 that occurs momentarily during level
flight capture. Larger detent spread compensation com-
mands may be required at lower airspeeds and smaller
detent spread compensation commands may be re-
quired at higher airspeeds.
[0137] With reference now to Figures 21 and 22, dia-
grams comparing ability to reduce rate of descent are
depicted in accordance with an advantageous embodi-
ment. In this example, in Figure 21, the Y axis represents
collective control lever position, while the X axis repre-
sents time. In Figure 22, the Y axis represents the rate
of climb, while the X axis represents time.
[0138] Trace 2100 and trace 2200 represent traces for
an example wherein a pilot attempts to make a small
collective control lever input to reduce the flight path an-
gle using existing force feel profiles. In this example, trace
2200 illustrates that a much larger change in vertical rate
occurs than may be desired. These two traces illustrate
the results when no corrective pilot inputs are made. If
the pilot does not make secondary corrective inputs to
compensate for the stick jumping, as illustrated around
point 2102, the system will actually transition into an al-
titude hold mode because the stick moves far enough to
reach the altitude hold detent position in this example.
[0139] In trace 2104, the pilot makes secondary cor-
rective inputs. Trace 2202 illustrates the rate of climb
corresponding to these inputs. As can be seen, an over-
shoot of the target 500 fpm rate of descent occurs as
illustrated in trace 2202. This overshoot may occur for
several seconds as the result of the initial stick jump as
illustrated around point 2106.
[0140] With reference now to trace 2108 and trace
2204, with the different advantageous embodiments, the
pilot can make a simple collective control lever input with-
out encountering any overshoot of the desired rate of
climb. As can be seen in trace 2204 a reduction in the
rate of descent occurs without overshoot. This type of
result occurs from implementation of one or more of the
different advantageous embodiments. These embodi-
ments include a detent latch force extension as illustrated
in force feel profile 700 in Figure 7.
[0141] With reference now to Figures 23 and 24, dia-
grams illustrating advantages of detent spread augmen-
tation are depicted in accordance with an advantageous
embodiment. In Figure 23, the Y axis represents the col-
lective control lever position as a percentage of the "fully

up" position while the X axis represents time. In Figure
24, the Y axis represents a rate of climb, while the X axis
represents time.
[0142] Trace 2300 in Figure 23 represents the vertical
controller position, trace 2400 represents the rate of
climb for a level flight capture from around an initial 500
feet per minute commanded rate of descent. In this ex-
ample, the pilot may move the vertical controller upwards
until the altitude hold detent tactile cue is reached in trace
2302. The collective controller position in trace 2300 fol-
lows the altitude hold detent as shown in trace 2302 and
makes adjustments necessary to capture level flight with
no vertical overshoots. In this example, no detent spread
is present.
[0143] The collective control lever position in trace
2304 and the artificially spread altitude hold detent posi-
tion demonstrated in trace 2306 illustrate that if detent
spread augmentation is introduced without compensa-
tion, positioning the altitude hold detent tactile cue above
the true altitude hold position gives rise to an overshoot
of the desired zero rate of climb flight condition as illus-
trated by the change in collective control lever position
at point 2308 in trace 2304. The corresponding overshoot
in rate of climb is illustrated in trace 2402 at around point
2404. By adding series actuator compensation for the
detent spread augmentation, the same types of move-
ments with respect to collective control lever position il-
lustrated in trace 2310 and artificially spread altitude hold
detent position illustrated in trace 2312 result in minimal
rate of climb overshoot as illustrated in trace 2406.
[0144] This example illustrates the results when a se-
ries actuator is controlled to compensate for detent
spread augmentation to eliminate overshoot of the de-
sired flight condition. In this manner, this detent spread
compensation reduces the overshoot of the desired flight
condition.
[0145] Thus, the different advantageous embodiments
provide a method and apparatus for providing tactile cues
to an inceptor. In these examples, split detents are
present. The two detents may be for different states of
operating the aircraft, such as maintaining a constant
velocity or a constant altitude.
[0146] The different advantageous embodiments pro-
vide an ability to generate a profile in which movement
from one set of characteristics for one state to another
set of characteristics for another state may occur without
an unintended movement of the inceptor. These types
of characteristics are especially useful for lower flight
speeds at which smaller movements of the inceptor may
result in larger changes in the performance of the aircraft.
[0147] Further, the different advantageous embodi-
ments also provide a capability to reduce overlapping of
characteristics between two different detents. This
avoids tactile cues that may be confusing or unexpected.
Further, unintended changes in modes that may occur
due to overlapping of characteristics for different detents
also may be avoided.
[0148] The different advantageous embodiments can
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take the form of an entirely hardware embodiment, an
entirely software embodiment, or an embodiment con-
taining both hardware and software elements. Some em-
bodiments are implemented in software, which includes
but is not limited to forms, such as, for example, firmware,
resident software, and microcode.
[0149] Furthermore, the different embodiments can
take the form of a computer program product accessible
from a computer-usable or computer-readable medium
providing program code for use by or in connection with
a computer or any device or system that executes in-
structions. For the purposes of this disclosure, a compu-
ter-usable or computer readable medium can generally
be any tangible apparatus that can contain, store, com-
municate, propagate, or transport the program for use
by or in connection with the instruction execution system,
apparatus, or device.
[0150] The computer usable or computer readable me-
dium can be, for example, without limitation an electronic,
magnetic, optical, electromagnetic, infrared, or semicon-
ductor system, or a propagation medium. Non limiting
examples of a computer-readable medium include a
semiconductor or solid state memory, magnetic tape, a
removable computer diskette, a random access memory
(RAM), a read-only memory (ROM), a rigid magnetic
disk, and an optical disk. Optical disks may include com-
pact disk - read only memory (CD-ROM), compact disk
- read/write (CD-R/W) and DVD.
[0151] Further, a computer-usable or computer-read-
able medium may contain or store a computer readable
or usable program code such that when the computer
readable or usable program code is executed on a com-
puter, the execution of this computer readable or usable,
program code causes the computer to transmit another
computer readable or usable program code over a com-
munications link. This communications link may use a
medium that is, for example without limitation, physical
or wireless.
[0152] A data processing system suitable for storing
and/or executing computer readable or computer usable
program code will include one or more processors cou-
pled directly or indirectly to memory elements through a
communications fabric, such as a system bus. The mem-
ory elements may include local memory employed during
actual execution of the program code, bulk storage, and
cache memories which provide temporary storage of at
least some computer readable or computer usable pro-
gram code to reduce the number of times code may be
retrieved from bulk storage during execution of the code.
[0153] Input/output or I/O devices can be coupled to
the system either directly or through intervening I/O con-
trollers. These devices may include, for example, without
limitation to keyboard, touch screen displays, and point-
ing devices. Different communications adapters may al-
so be coupled to the system to enable the data process-
ing system to become coupled to other data processing
systems or remote printers or storage devices through
intervening private or public networks. Nonlimiting exam-

ples such as modems and network adapters are just a
few of the currently available types of communications
adapters.

Claims

1. A split detent tactile cueing control system compris-
ing:

an inceptor (102, 400, 402) capable of being
moved into a plurality of positions (118, 120,
122), wherein the inceptor (102, 400, 402) is for
a helicopter (100);
a position sensor coupled to the inceptor (102,
400, 402), wherein the position sensor is capa-
ble of generating a position signal;
a set of helicopter sensors (112) capable of gen-
erating a set of signals in response to detecting
a set of parameters about the helicopter (100)
during a flight; and
a flight control computer (110, 404) coupled to
the inceptor (102, 400, 402) and the set of hel-
icopter sensors (112), wherein the flight control
computer (110, 404) is configured to generate
a first set of actuation signals used to generate
a tactile cue (406) to generate a flight path hold
detent (118, 412) within the plurality of positions
(118, 120, 122),
characterized in that the first set of actuation
signals are further used to generate a tactile cue
to generate an altitude hold detent (122, 414)
within the plurality of positions (118, 120, 122),
the flight path hold detent (118, 412) and the
altitude hold detent (122, 414) being generated
using a force feel profile (124, 410, 700) and the
set of parameters, wherein an extension (416,
716) of a latch force from the flight path hold
detent (118, 412) to the altitude hold detent (122,
414) is present during velocity changes in a di-
rection of the helicopter (100).

2. The split detent tactile cueing control system of claim
1, wherein the flight control computer (110, 404) gen-
erates a second set of actuation signals used to gen-
erate tactile cues (406) to prevent overlapping be-
tween a flight path hold detent (118, 412) profile and
an altitude hold detent (122, 414) profile when flight
path angles (116) in a range of approximately 1.5 to
approximately 4.5 degrees are commanded.

3. The split detent tactile cueing control system of claim
1, wherein the flight control computer (110, 404) gen-
erates the second set of actuation signals to prevent
the overlapping between the flight path hold detent
(118, 412) profile and the altitude hold detent (122,
414) profile and series actuator (106, 420) inputs to
prevent over shooting an altitude hold state.
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4. The split detent tactile cueing control system of claim
1, wherein the first set of actuation signals is sent to
a parallel actuator (104, 408) coupling the flight con-
trol computer (110, 404) to the inceptor (102, 400,
402).

5. The split detent tactile cueing control system of claim
1, wherein the second set of actuation signals is sent
to a parallel actuator (104, 408) coupling the flight
control computer (110, 404) to the inceptor (102,
400, 402).

Patentansprüche

1. Rastarretierungssteuersystem mit taktiler Evidenz,
welches aufweist:

einen Steuerknüppel (102, 400, 402), der in eine
Mehrzahl von Positionen (118, 120, 122) be-
wegt werden kann, wobei der Steuerknüppel
(102, 400, 402) für einen Helikopter (100) be-
stimmt ist,
einen Positionsdetektor, der mit an den Steuer-
knüppel (102, 400, 302) gekoppelt ist und ein
Positionssignal erzeugen kann,
einen Satz Helikopterdetektoren (112), die ei-
nen Satz von Signalen in Reaktion auf die Er-
fassung eines Satzes von Parametern des He-
likopters (100) während eines Fluges erzeugen
können, und
einen Flugsteuerungscomputer (110, 404), der
an den Steuerknüppel (102, 400, 402) und den
Satz Helikopterdetektoren (112) gekoppelt ist,
wobei der Flugsteuercomputer (110, 404) aus-
gebildet ist zur Erzeugung eines ersten Satzes
von Betätigungssignalen, die verwendet wer-
den, um eine taktile Evidenz (406) zu erzeugen,
um eine Flugbahn-Halte-Arretierungsposition
(118, 412) innerhalb der Mehrzahl von Positio-
nen (118, 120, 122) zu generieren,
dadurch gekennzeichnet, dass der erste Satz
von Betätigungssignalen ferner dazu verwendet
wird, eine taktile Evidenz zu erzeugen, zur Ge-
nerierung einer Höhen-Halte-Arretierungsposi-
tion (122, 414) innerhalb der Mehrzahl von Po-
sitionen (118, 120, 122), wobei die Flugbahn-
Halte-Arretierungsposition (118, 412) und die
Höhen-Halte-Arretierungsposition (122, 414)
erzeugt werden durch Verwendung eines Kraft-
fühlprofils (124, 410, 700) und des Satzes von
Parametern, wobei während Geschwindigkeits-
änderungen in einer Richtung des Helikopters
(100) eine Erstreckung (416, 716) einer Verrie-
gelungskraft von der Flugbahn-Halte-Arretie-
rungsposition (118, 412) zu der Höhen-Halte-
Arretierungsposition (122, 414) vorliegt.

2. Rastarretierungssteuersystem mit taktiler Evidenz
nach Anspruch 1, wobei der Flugsteuerungscompu-
ter (110, 404) einen zweiten Satz von Betätigungs-
signalen erzeugt, die dazu verwendet werden, taktile
Evidenzen (406) zu generieren, um ein Überlappen
zwischen einem Flugbahn-Halte-Arretierungs(118,
412)-Profil und einem Höhen-Halte-Arretierungs
(122, 414)-Profil zu verhindern, wenn Flugbahnwin-
kel (116) in einem Bereich von ungefähr 1,5 bis un-
gefähr 4,5 Grad angefordert werden.

3. Rastarretierungssteuersystem mit taktiler Evidenz
nach Anspruch 1, wobei der Flugsteuerungscompu-
ter (110, 404) den zweiten Satz von Betätigungssi-
gnalen erzeugt, um ein Überlappen zwischen dem
Flugbahn-Halte-Arretierungs( 118, 412)-Profil und
dem Höhen-Halte-Arretierungs(122, 414)-Profil so-
wie Reihen von Schalter(106, 420)-Eingangssigna-
len zu verhindern, um ein Überschreiten eines Hö-
hen-Halte-Zustands zu verhindern.

4. Rastarretierungssteuersystem mit taktiler Evidenz
nach Anspruch 1, wobei der erste Satz von Betäti-
gungssignalen zu einem parallelen Betätigungsele-
ment (104, 408) geschickt wird, welches den Flug-
steuerungscomputer (110, 404) an den Steuerknüp-
pel (102, 400, 402) koppelt.

5. Rastarretierungssteuersystem mit taktiler Evidenz
nach Anspruch 1, wobei der zweite Satz von Betä-
tigungssignalen zu einem parallelen Betätigungs-
element (104, 408) geschickt wird, welches den
Flugsteuerungscomputer (110, 404) an den Steuer-
knüppel (102, 400, 402) koppelt.

Revendications

1. Système de commande de repérage tactile de po-
sitionneur divisé, comprenant:

un initiateur (102, 400, 402) apte à être amené
dans une pluralité de positions (118, 120, 122),
où l’initiateur (102, 400, 402) est pour un héli-
coptère (100);
un capteur de position couplé à l’initiateur (102,
400, 402), où le capteur de position est apte à
produire un signal de position;
un ensemble de capteurs d’hélicoptère (112)
apte à produire un ensemble de signaux en ré-
ponse à la détection d’un ensemble de paramè-
tres se rapportant à l’hélicoptère (100) durant
un vol; et
un ordinateur de commande de vol (110, 404)
couplé à l’initiateur (102, 400, 402) et à l’ensem-
ble de capteurs d’hélicoptère (112), où l’ordina-
teur de commande de vol (110, 404) est confi-
guré pour produire un premier ensemble de si-
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gnaux d’actionnement utilisé pour produire un
repérage tactile (406) pour produire un position-
nement de maintien de chemin de vol (118, 412)
dans la pluralité de positions (118, 120, 122),
caractérisé en ce que le premier ensemble de
signaux d’actionnement sont utilisés en outre
pour produire un repérage tactile afin de produi-
re un positionnement de maintien d’altitude
(122, 414) dans la pluralité de positions (118,
120, 122), le positionnement de maintien de
chemin de vol (118, 412) et le positionnement
de maintien d’altitude (122, 414) étant produits
en utilisant un profil de sensation de force (124,
417, 100) et l’ensemble de paramètres, où une
extension (416, 716) d’une force de verrouillage
du positionnement de maintien de chemin de
vol (118, 412) au positionnement de maintien
d’altitude (122, 414) est présente durant des
changements de vitesse dans une direction de
l’hélicoptère (100).

2. Système de commande de repérage tactile de po-
sitionneur divisé selon la revendication 1, où l’ordi-
nateur de commande de vol (110, 404) produit un
deuxième ensemble de signaux d’actionnement uti-
lisés pour produire des repérages tactiles (406) pour
empêcher un chevauchement entre un profil de po-
sitionnement de maintien de chemin de vol (118,
412) et un profil de positionnement de maintien d’al-
titude (122, 414) lorsque des angles de trajectoire
(116) dans une plage d’approximativement 1,5 à ap-
proximativement 4,5 degrés sont commandés.

3. Système de commande de repérage tactile de po-
sitionneur divisé selon la revendication 1, où l’ordi-
nateur de commande de vol (110, 404) produit un
deuxième ensemble de signaux d’actionnement
pour empêcher le chevauchement entre le profil de
positionnement de maintien de trajectoire (118, 412)
et le profil de positionnement de maintien d’altitude
(122, 414), et l’actionneur série (106, 420) entre pour
empêcher un dépassement d’un état de maintien
d’altitude.

4. Système de commande de repérage tactile de po-
sitionneur divisé selon la revendication 1, où le pre-
mier ensemble de signaux d’actionnement est trans-
mis à un actionneur parallèle (104, 408) couplant
l’ordinateur de commande de vol (110, 404) à l’inti-
ateur (102, 400, 402).

5. Système de commande de repérage tactile de po-
sitionneur divisé selon la revendication 1, où le
deuxième ensemble de signaux d’actionnement est
transmis à un actionneur parallèle (104, 408) cou-
plant l’ordinateur de commande de vol (110, 410) à
l’initiateur (102, 400, 402).
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