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A hybrid airship denotes one kind of aircraft that combines the use of aerodynamic and buoyant lift. It is supposed
to achieve the best combination of the high-speed characteristics of the airplane and the heavy-lifting capacity of the
airship. In this work, an improved flight performance analysis method for a hybrid airship is proposed, aiming to
provide a set of new formulas that are more suitable for a hybrid airship. The new formulas for analyzing the steady
and accelerated performances of a hybrid airship are derived in a systematic way. The main advantage of the new
formulas is that the relationship between the flight performances of a hybrid airship and airplane is indicated in a
clearer and simpler expression. Base on the derivation, the theoretical comparisons are performed to show the
advantage and disadvantage of the hybrid airship. An example of estimating flight performance of a model hybrid
airship is presented to preliminarily demonstrate and evaluate the developed method, which shows a reasonable

result.

Nomenclature
Cpo = zero-lift drag coefficient
C, = total lift coefficient
Claero = aerodynamic lift coefficient
Crbuoy = buoyant lift coefficient
c = specific fuel consumption
D = drag
E = endurance
Hc = airship pressure height
K = induced drag factor of the wing
L = total lift
Loero = aerodynamic lift
Loy = buoyant lift
mr = total mass of a hybrid airship
N, = number of engines
n = load factor
Py = power available, 7, P,
P = equivalent shaft power
Pr = power required
P/AW = effective power-to-weight ratio
R = range
R/C = rate of climb
Rp = pull-down radius
Rp = pull-up radius
Ry = level-turn radius
S, = approach distance in landing
Saero = characteristic area of the aerodynamic lift
Shuoy = characteristic area of the buoyant lift
S, = takeoff distance to clear an obstacle
Sy = flare distance in landing

ground roll in landing
takeoff ground roll
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Sying = wing area
= thrust

U = flight velocity

Uo = liftoff velocity

Ugtal = stall velocity

Uy = sink velocity at glide flight

Viballonet = volume of the lifting-gas ballonet inside the
airship

Vonip = airship volume

Wy = fuel weight

Wr = total weight

W, = weight when the fuel tank is empty

AW = Wy — Ly, which is the designed weight
supported by the aerodynamic lift

AW/S,o = effective wing loading

Npr = propeller efficiency

A = the designed ratio of AW to total weight,

AW/Wp, 0 <iy <1

Pa = gas density of air

Pac = gas density of air at airship pressure height

Pn = gas density of lifting gas

Oh.c = gas density of lifting gas at airship pressure
height

®p = pull-down rate

wp = pull-up rate

wr = level-turn rate

Subscripts

(L/D)max = maximum lift-to-drag ratio

(PR)min = minimum power required

(R/C)max = maximum climb rate

(RT)min = minimum level-turn radius

(TR)min = minimum thrust required

(UV)min = minimum sinking velocity

(6) max = maximum climb angle

(wT)max = maximum level-turn rate

I.

URING the course of studies on airships, it was found that if
conventional airships are used without any further modifica-
tions, their applications would be limited due to the low cruising
speed and the highly inferior maneuvering properties. A hybrid
airship is one kind of aircraft that combines the characteristics of
heavier-than-air (HTA) (fixed-wing aircraft or helicopter) and
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lighter-than-air (LTA) aircraft. In such designs, part of the weight of
the aircraft and its payload are supported by the buoyant (aerostatic)
lift and the remainder is supported by the aerodynamic lift. The
combination of aerodynamic and buoyant lift leads to an aircraft that
is a “best of both worlds” combination with the high-speed charac-
teristics of HTA and the heavy-lifting capacity of LTA.

A variety of hybrid airship concepts had been developed by
combining LTA with HTA in different ways [1] in the period from the
1960s to 1980s. These concepts include airships with wings (e.g.,
Megalifter), lifting-body shapes (e.g., Dynairship and Helipsoid),
multiple conventional hulls (e.g., Aereon III), and combinations of
buoyant hulls with rotors or rotor systems (e.g., Heli-stat, AeroCrane,
and Cyclo-Crane). These studies were conducted to evaluate the
feasibility, explore the new concepts, and identify the key technol-
ogies (such as the effect of buoyant ratio on flight performance, the
optimal configuration of lifting-body hybrid airship, and the stability
and control of the rotor hybrid airship). Although the studies had
preliminarily showed that hybrid airships may be superior to
conventional airships in many applications [2], no such vehicles had
been produced and operated until 2000. A scale version of SkyCat at
12 m, called SkyKitten, flew in July 2000 [3]. From then on, hybrid
airships received more and more interest from the industry. Hybrid
Aircraft Corporation was set up and strived to introduce the best-of-
breed heavy-lift cargo aircraft to the world and to revolutionize the
way goods are affordably shipped. The Walrus project has been
afforded by Defense Advanced Research Projects Agency to develop
a heavy-lift hybrid airship. A variety of novel concepts for a hybrid
airship were proposed, including a lifting-body hybrid airship (e.g.,
SkyCat, P-791, Aeroscraft, SkyFreigher, and Dynairship II) and a
winged hybrid airship (e.g., Dynalifter), etc. The small-scale ver-
sions of P-791 successfully flew several times after 2006.

For the future development of hybrid airship technology, more
fundamental research work should focus on better understanding of
the mechanism of a hybrid airship and the development of a better
analysis and design method. The development of a flight perform-
ance analysis method for a hybrid airship is one of the most important
issues for the development of hybrid airship technology. With the
flight performance analysis, the advantages and drawbacks of a
hybrid airship with respect to airplane and airship can be better
understood and some basic design rules and guidance can be pro-
vided to the designers. In addition, the development of a flight
performance analysis method is also necessary for the development
of the computer-based design of a hybrid airship. As a hybrid airship
is definitely different from an airplane, the extension of the classic
method for an airplane to the flight performance analysis of a hybrid
airship is not exactly straightforward. The formulas for analyzing the
steady and accelerated flight performances for a hybrid airship were
preliminarily derived in [4], according to the classic analysis method
of the aircraft performance given by Anderson [3]. The analysis
method was applied to the design of new concept winged hybrid
airships for different purposes, such as personal flight, planetary
flight, and high-altitude flight, which provided a very good reference
to other researchers in the same community. However, in the present
authors’ points of view, the analysis method presented in [4] needs to
be further improved, both for better prediction of the flight per-
formance of a hybrid airship and for better understanding of the
characteristics of a hybrid airship.

This paper is motivated by further improvement of the flight
performance analysis method of a hybrid airship. The goal of this
paper is to systematically derive new formulas for the analysis and
prediction of the flight performances of a hybrid airship. The
formulas for analyzing the steady and accelerated flight perform-
ances of a hybrid airship are derived to be the simplest expressions.
As the hybrid airships are generally propeller-driven, these formulas
are derived by taking the propeller-driven airplane as reference.
Special attention is paid to address the requirements of indicating the
relationship between the flight performances of a hybrid airship and
airplane and identifying the advantage of the hybrid airship. An
example of analyzing the flight performance of a modeled hybrid
airship is presented to preliminarily demonstrate and evaluate the
developed method in this paper.

II. Lift and Drag Coefficients of Hybrid Airship
For a hybrid airship, the buoyant lift is created by lifting gas in the
airship and the aerodynamic lift is created by the lifting surface. The
lift and drag coefficients of a hybrid airship will be defined in this
section.

A. Lift Coefficient

As the buoyancy lift is affected by p,, 0;,, and Vy,, the buoyant
lift coefficient is defined as

Lbuoy
= 1
Lbuoy pagvship ( )
where the buoyant lift can be calculated by
Lbu()y = (loa - ph)gvballonet (2)

when flying under airship pressure height (i.e., H < H.). (The
airship pressure height [6] is defined as the height at which the
ballonets are fully deflated and is therefore the maximum height to
which the airship can climb without overpressuring the envelope or
venting gas.) According to the principle of mass conservation,

Phe * Venip = Pn * Viallonet 3)

Substituting Egs. (2) and (3) into Eq. (1), we have

Pn\ Phc
CLbuoy = (1 - p—l) : ;_’ (4)

The aerodynamic lift coefficient is defined as same as that for
airplane. It is written as

LHCTO

e 5
%,0,1 UzSaero ( )

CLaero =

Itis noted that S,,, is the reference area of lifting surface. It should be
specially defined according to different geometries of the hybrid
airships. In the case of winged hybrid airship with conventional
revolution airship body, Sy, is equal to Sy, In the case of lifting-
body hybrid airship, it corresponds to the reference area of the airship

body.

The total lift coefficients of a hybrid airship are defined in Eq. (6):
L

CL = m = CLbunyRF + CLaem (6)

where

8 Vship
Ry =+—5—"" 7

4 %Uzsaero ( )

It is noted that although C;,,, is independent of velocity, Ry is
actually the function of velocity.

B. Drag Coefficient
The drag coefficient is defined as

D

Cp=rs
P %Ioa UzSaero

®)

As the aerodynamic lift is totally generated by the lifting surface, the
total drag coefficient can also be written as

Cp = Cpo + KCloero 9

III. Analysis of Steady Flight Performance

The following analysis of the steady flight performance and the
accelerated flight performance for a hybrid airship is similar to the
classic analysis of airplane flight performance given by Anderson
[5]. If 14, = 1, the hybrid airship is actually an airplane.
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In this section the new formulas for analyzing the thrust required,
the maximum lift-to-drag ratio, the minimum power required, the
stalling velocity, the rate of climb, the range, and the endurance for
steady flight are derived.

A. Thrust Required for Steady, Level Flight

Assuming the thrust aligned with the flight direction, the thrust
required for level flight overcomes the drag at a given speed and
altitude. It is given by

TR =D= %pa UzSaero(CDO + Kc%aero) (10)

Because of steady level flight,
Laero A W

CLaero = = (1 1)
% Pa Uz Saem % Pa U2 Saem
Substituting Eq. (11) into Eq. (10) and rearranging, we obtain
AW\?
%p§U4SaeroCDO - Tkpalj2 + 2[(Sae:ro (S—) =0 (]2)

Taking the square root of Eq. (12), the final expression for velocity is
obtained

U=

((TR/AW)(AW/Saero) + (AW/Saero) \/(TR/AVV)2 _4KCDO) 172
paCDO

13)

When the discriminant in Eq. (13) equals zero, only one velocity is
obtained and its corresponding thrust is the minimum thrust required
for steady level flight (as expressed below):

2 | K AW\'/2
U min — | ~ 14
o (loa CDO Saem) ( )

TRy min = Ay WrJAKCpy or  (Tr/AW)pmin = /4KCp (15)

B. Maximum Lift-to-Drag Ratio
The lift-to-drag ratio of a hybrid airship is generally calculated by
C C
L =L _ 7L2 (16)
D CD CDO +K CLaem
Rearranging Eq. (6) ©0 Cpyero = Cp — RpClyyoy and substituting it
into Eq. (16), we get
L _C_ Cy
D CD CDO + K(CL - RFC'Lbuny)2

a7

For maximizing L/D, differentiate Eq. (17) with respect to C; and
set the result equal to zero. Note that R is also the function of C; . So
the expression of Ry with respect to C; should be derived before
differentiating Eq. (17). Because of steady level flight,

WT =L= CL . %anZSaem (]8)

Rearranging Eq. (18) and substituting it into Eq. (7), the expression
for Ry with respect to C; is obtained as
Pa8 Vship

Rp=——7"F"—-C 19
F Wy L (19)

Substituting Eq. (19) into Eq. (17), we obtain
C

£ = Pa8Vship 2 (20)
D Cpp+ K(1 = =52 Cpiuy)°CL

Because Lbuoy = CLbuoy . pagvship and )‘A = (1 - Lbuoy/WT)v
Eq. (20) can be simplified into the final expression:

L Cp

= Tt 21
D~ Cot Ki2C @D

Since Egs. (11) and (18) and AW = AW, hold for steady level
flight, there must be
CLaem = )"A CL (22)

Note that the derivation for Eq. (21) can be simplified by substituting
Eq. (22) directly into Eq. (16). But the above derivation is more
useful for the comparison with that in [4].

Differentiating Eq. (21) with respect to C; and setting the result
equal to zero, the lift coefficient at maximum L /D is obtained as

1 /C
Cr(L/pymax = W \ 700 (23)

The aerodynamic lift coefficient at maximum L /D can be derived by
substituting Eq. (23) into Eq. (22), which is

IC
CLacro.(L/D) max — % (24)

Substitute Eq. (23) into Eq. (21) and the final expression of (L /D) .«

can be written as
L 1 1
— =— (25)
D max )‘A 4K CDO

Since L = W; for steady level flight,

2W,
U= |————— 26
IOaSaero : CL ( )

Substituting Eq. (23) into Eq. (26), the expression of velocity at
which (L/D),,., is achieved is

2 K AW

Pa CDO N aero

U(L/D) max — (27)

Comparing Eq. (27) with Eq. (14) it can be concluded that minimum
Tk occurs when L/D is maximum, as with an airplane.

C. Minimum Power Required for Steady Level Flight
The power required is generally written as

L
Pr=Tr-U=D-U=—=-U 28
k=T 0 8)
Since Eq. (18) holds for steady level flight, we obtain

W, 2W,

Pp= :
: CL/CD puSaem : CL

(29)

or the simplified expression

2W3C} 2AW3C
Pr=|—12r or Pr=,|——rZP-  (30)
IoaSaem : C‘L p(l Siier()Claero

R

As Pp « (Cz/ 2 /Cp)~', the minimum power required occurs when
(Ci/ 2 /Cp)max is achieved.
Cz/ %/Cp can be written as
S %

L= -t G1)
CD CDO + KC%aero
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Rearranging Eq. (6) 10 Cpyero = C; — RpCppyoy and substituting it
into Eq. (31), we get

3/2
cy

C3/2 C —
1O = TG, — ReCony P

(32)

Substituting Eq. (19) and Eq. (1) into Eq. (32), the following equation
is obtained:

3/2
cy

ey =t s
L /Co Cpo + KN2C2

(33)
Note that the derivation for Eq. (33) can be simplified by substituting
Eq. (22) directly into Eq. (31). But the above derivation is more
useful for the comparison with that in [4]. To maximize C,3_/ : /Cp,
differentiate Eq. (33) with respect to C; and set the result equal to
zero; we then have

1 3Cpo
L,(CZ/Z/CD)max = E K (34)

C
Substituting Eq. (34) into Eq. (33), we have

1 1( 3
— (—KCL/S) (35)

So the minimum power required for steady level flight is

AW? AW (KCY3\32
P L= . . 2-D0 36
(% min \/ Pa Saem ( 3 ) ( )

(Ci/z/CD)max

Since Eq. (26) holds for steady level flight, the velocity at which P is
minimum occurs at

2 AW K \'?
<. ) (37)

Uiprymin = U, a1 :(
(PR) min (C}'7/Cp) max Pa Saem 3CDO

D. Maximum Velocity and Stalling Velocity

For the propeller-driven hybrid airship, the power available is
essentially constant with velocity. The high-speed intersection of the
maximum-power-available curve and the power-required curve
defines the maximum velocity for straight and level flight. The low-
speed intersection seems to define the minimum velocity. However, it
is more likely that the stall velocity is encountered before reaching
the minimum velocity.

When C; = C; .« the corresponding value of velocity is the
stalling velocity, which is expressed as

2 W, 1
Pa Saem CLmax

(38)

stall =

Since Eq. (22) holds for steady level flight, C; achieves maximum
when (Cj aero)max 1S achieved. Substituting AW = A,W; and
Eq. (22) into Eq. (38), the stalling velocity can also be written as

2 AW 1
Ugi = ||~ —  ——— 39
sall \/pa N aero C(Laero) max ( )

It is shown that the stalling velocity of the hybrid airship only
depends on the flight altitude, the effective wing loading, and the
maximum lift coefficient of the wing.

E. Rate of Climb

Assuming the thrust line is in the direction of flight, the force and
velocity for climbing flight of a hybrid airship are shown in Fig. 1.
The accelerated climb is out of the scope of this study.

Fig. 1 Force and velocity diagram for climbing flight.

As shown in Fig. 1, the equations of motion for a climbing hybrid
airship can be written as

T + Lyyoy Sin) — D — Wy sinf =0 (40)

Lyero + Loy €080 — Wrcos 0 =0 41)

Multiplying Eq. (40) by U/ AW and rearranging it, we have

TU - DU
Usinf=R/C=——— 42
sin / AW 42)
From Eq. () and Eq. (41),
AW cos 0
Croro =7T—5—— 43
b %pa UzSaero ( )

Since
D= %pa UzSacrn : CD = %/Oa UzSacm : (CDO + Kczaem) (44)

Substituting Eq. (43) into Eq. (44), one can obtain the formula below
after simplification:

KAW?(cos 0)>

45
% Pa Uz N aero ( )

1
D= E/OaUzsaero . CDO +

Substituting Eq. (45) into Eq. (42), the final expression of R/C can be
written as

. T 1 AWN\!
R/C=Usinf = U(W_Ep“UZCDO(Saem)
AW K(cos 9)2)
Saero %anz

(46)

In [5] the assumption of cos 6 & 1 is made for the climb performance
analysis of airplanes, because the climb angles of conventional
airplanes are usually less than 15 deg. However, the climb angle of a
hybrid airship largely depends on A,. If A, is closer to 1, AW
approaches W; and the climb performance of a hybrid airship is
similar to that of an airplane. In contrast, if A 4 is closer to 0, the climb
angle must be similar to that of an airship and much larger than that of
an airplane. If A, is equal to zero, the climb angle must be 90 deg. In
this case, the assumption of cosf a1 is not reasonable. In
the paragraphs below, the climb performance of a hybrid airship will
be discussed with and without the assumption of cosf~ 1,
respectively.

Assuming cos 8 = 1: This assumption is made when the climb
angle is less than 15 deg. From Eq. (46),

T 1 AWN-1 AW K
Usin@zU(——Eancho(f) - 1—) 47)

AW S aero N aero 9 Pa Uz
T 1 AWN"' AW K
inf=_"—pUC 2t 48
Sln AW 2 P = (Sacro) Sacro % Pa U2 ( )
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Since a hybrid airship is generally propeller-driven, the available
thrust can be written as

n rPes
T, = "T (49)

Substituting Eq. (49) into Eq. (48),

rPcs* 1 AW\ ! AW K
= ol ( ) — (50)

T T2
N aero N aero 2 Pa U

For maximizing the climb angle, differentiate Eq. (50) with respect to
U and set the result equal to zero. We have

an(PeS/AW)(AW/SQCIO) _ 4(AW/S€!€Y0)2K

U* +
PaCpo /0:24 Cpo

=0 (1

For a propeller-driven aircraft, the magnitudes of the last two terms in
Eq. (51) are much larger than that of the first term [7], and the velocity
for the maximum climbing angle can be approximated as

4(AW/S ) K
Uty o L 2aer0) 2 (52)
© Pallpe(Pes/ AW)

Substituting Eq. (52) into Eq. (50), the final expression of 6,,,, can be
obtained:

panlznr(Pes/AW)z _ 8K2CDO(AW/Saem)) (53)

(2 i
max “( BK(AW/Sura)  pulPa(Pes] AW)?

or

7 = BK(AW/Sy) Y

For a propeller-driven aircraft, maximum climb rate occurs at the

flight velocity for minimum power required [5]. The flight velocity
for maximum climb rate is

2 K AW 1/2
., o (2 , 55
(R/C) max (PR) min (pu \/; Saero) 2

Since (L/D)yq. in Eq. (25), by substituting Eqs. (49) and (55)
into Eq. (47), one can obtain the maximum climb rate after
simplifications:

1 (N Pes 2 K AW\'Y/2 1.155
1= (e (2 [ sy s
A WT Pa 3C‘DO Saem (L/D)max

A
(56)

KC 112 (Pos/ AW)?
Qmaxzarcsin(f— DO)’ P Npr(Pes/ AW)

Since sinf = (R/C)/U,

6 = arcein( L el (2 . AW) :
(R/C) max VYT 3Cpo Saero
-1.155 ﬁk”cg) o7

Assuming cos 6 # 1: In the following paragraphs, a more general
way will be applied for the derivation of maximum climb rate. The
flight velocity for maximum climb rate is the same as that in Eq. (55).
Substituting Eq. (49) into Eq. (46), the following expression is

obtained:
NpePes | AW
R —
/C AW U(zan CDO Saero

AW K
* Sacm . zpa U2 (] a (Sln 9) ))

(58)

Substituting sin @ = (R/C)/U into Eq. (58), we have

nprPes _ l 2 AW\
R/C_ AW U(zan CDO Saero

AW K R/C\?
+Sdem 2/0aU2 (1_ (T) )) (59)

Since Eq. (55) holds, the dynamic pressure at which R/C achieves
maximum is

1 K AW
4(R/C)max = Ean%R/C)max = ‘,—3Cr)o 3 (60)
aero

VKCpy and

Substituting Eq. (60) into Eq. (59) and defining A =
B = n,. P/ AW, the following expression is obtained:

U(R/C)mdx 1 U(R/C)m\x
R Cmax_ii Cmax+773
(R = A (R )
4

_§U(2R/C)max =0 (61)
Taking the square root of Eq. (61),

— 1 (U(R/C) max
243 A

U(R/C) max (R/C) max
i\/(A —4V3B - = 4 16U 0y ey | (62)

(R/C)max

According to our studies, the expression below is reasonable for
maximum climb rate:

1 U(R/C)max
R/C)pay = — = | R/ max
( / ) ’ Zﬁ( ‘1

U(R/C) max (R/C max
_\/(T —4V3B - = 4+ 16Uy oy | (63)

The climb angle at which R/C achieves maximum is

O(r/c)max = arcsin (M) -

(R/C) max

F. Glide Flight

For steady unaccelerated descent of a hybrid airship, where 8 is the
equilibrium glide angle, the forces are shown in Fig. 2 and the
equations of motion are written as Eq. (65):

Lyero = Wy 08 0 — Lyyoy cos 0 = AW cos 0 (65)

D = Wysin 0 — Ly, sin) = AW sin § (66)

Dividing Eq. (66) by Eq. (65), we obtain
tan 0 = ! = ! 67)
B Laero/D B CLaero/CD

From Eq. (65), it can be concluded that

2cosf AW
U= . 68
Pa CLacro N aero ( )

Multiplying Eq. (68) by sin 6, the rate of descent following can be
obtained:

2cosf AW

Pal Laero Saem

Uy =Usinf =sinf (69)
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Lbuny A

3

v Wr
Fig. 2 Force and velocity diagram for gliding flight.

Reorganizing Eq. (67) and substituting it into Eq. (69), we get

2cos*0 AW

U = —_— ——
TN 2uCaer/ Ch Saro

(70)

The lift-to-drag ratio largely depends on A4, as shown in Eq. (25).
The design of a hybrid airship must make a compromise between
aerodynamic lift and buoyant lift to obtain higher L/D instead of
higher L,..,/D. So L,,/D of the hybrid airship is not essentially
higher than that of the airplane. When 6 is no more than 15°, i.e.,
L,ero/D is no less than 3.73 according to Eq. (67), it is reasonable to
make the assumption of cos 8 & 1. Then Eq. (70) can be rewritten as

2 AW
Uy= |—— . 20 71
N 2l O S 70

As Uy o (C32 /Cpp)~", the minimum sinking velocity occurs when

(Ciéim /Cp)max 18 achieved. Differentiate the following expression of

CI2 1 Cp, with respect 10 Cpyeron:

32 Cle
C / C, = Laero (72)
Lacro P CDO + kCl%aero
and set it equal to zero. We have
CLaero.(Cz/;m/Cn) max k (73)

Substituting Eq. (73) into Eq. (71), the minimum sinking velocity can
be derived as

(74)

32 AW (kCH\3/?
Uwymin = ‘\ =2

Pa Sero \ 3

G. Range and Endurance

The classical Breguet range equation is applicable for a propeller-
driven hybrid airship, as shown in Eq. (75):

R="2.Z (L (75)

The detailed derivation of this equation can be found in [5].

For maximum range, the hybrid airship should fly at maximum
L/D in addition to improving propeller efficiency, reducing specific
fuel consumption, and carrying more fuel. Since (L/D)y,. in
Eq. (25), the maximum range is derived as

Rl [1 W

—— v 76
A ¢ V4KCpy W, (76)

The endurance for a propeller-driven aircraft can be written as [3]

) o B
E =" /2 S = W =W )
D

From Eq. (77) it can be concluded that for maximum endurance, a
hybrid airship should flying at maximum Ci/ : /Cp in addition to
improving propeller efficiency, reducing specific fuel consumption,
carrying more fuel, and flying at lower altitude. Substituting Eq. (34)

into Eq. (33) and then into Eq. (77), we have

1 1n 3 M in —1/2
Enae =575 7 V2PuSaero | =5 | W2 =W, (78
max )\:/2 4 ¢ PaVaero (KC|/3) ( 1 T ) ( )

DO

H. Comparison of Hybrid Airship and Airplane

This subsection is to preliminarily compare the steady flight
performance of a hybrid airship and airplane. This comparison is
performed on the condition that flight altitude, engine efficiency, fuel
consumption are the same.

If the difference of K and C, can be neglected from the derivation
of steady flight performance of a hybrid airship, the following can be
concluded:

1) The characteristic velocities of a hybrid airship, such as those
for minimum thrust required [Eq. (14)], maximum lift-to-drag ratio
[Eq. (27)], minimum power required [Eq. (37)], maximum rate of
climb [Eq. (55)], minimum sinking velocity [Eq. (74)], and stall
velocity [Eq. (39)] are characterized by

AW

Uhybrid airship X S
aero

When their effective wing loadings are equal,

Uhybrid airship
|
Uairplane

and when their Wy are equal,

Uhybrid airship \/x“
— 1 _ "

Uairplane

2) With the same Wy,

T(R) min,hybrid airship A
-_— = A

T(R) min,airplane

3)
(L/D)max,hybrid airship 1

(L/D)max.airplane - )"A

4) The minimum power required is characterized by

AW
P (%) min hybrid airship X A Wr, P (%) min hybrid airship X S
aero
With the same effective wing loading and Wy,
P(R) min,hybrid airship
P(R) min,airplane
5) The maximum climb rate is characterized by
AW 1

R/Cmax,hybrid airship X = S ) R/Cmax,hybrid airship X )\‘ w.
aero AYT

With the same effective wing loading and W,

R/Cmax.hybrid airship > R/ Cmax,airplane
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The less A4 is, i.e., the more buoyancy lift is, and the higher
R/ Cnax nybrid airship €an be achieved.
6) With the same W,

Rmax,hybridairship _ 1

R

max,airplane )‘A

With the same Wy and S0,

Emax.hybrid airship 1

max,airplane

From Eq. (25), it is clear that the value of A, for maximum lift-to-
drag ratio is not a constant as reported in [4]. If maximizing L/D is
the design object of the hybrid airship, A, should be taken as one of
the design variables because it greatly affects L/D. Taking the
winged hybrid airship as an example, if A, increases, the aerody-
namic lift will increase and the aerodynamic reference area becomes
larger. It makes the wing span efficiency increase so that the induced
drag factor K increases. On the other hand, increase of A, leads to
decrease of airship volume and increase of wing reference area. As
change of the airship volume has more effect on Cp, than the wing
reference area does, C) decreases due to the smaller airship volume.
If the increase value of A,+/K is larger than the decrease value of
/Cpo, then (L/D),,., decreases.

As we all know, wing loading and thrust-to-weight (or power-to-
weight) ratio are two key parameters in the conceptual design of an
airplane. From the derivations in this section, it can be concluded that
the effect of AW/S,.., and P/ AW on the steady flight performance
of a hybrid airship is identical to that of an airplane. In addition, A,
also greatly affects the steady flight performance of a hybrid airship.

IV. Analysis of Accelerated Flight Performance

In this section the new formulas for analyzing accelerated flight
performance of a hybrid airship are derived. The capacities of level-
turn, pull-up, and pull-down maneuvers and taking off and landing
will be discussed. Although some accelerated flight characteristics
such as minimum turn radius and maximum turning rate are
important performances for a fighter aircraft, and hybrid airships are
generally not for fighting, these performance characteristics are also
discussed for deeper understanding of the flight performance of
hybrid airships.

A. Level Turn

The flight path and forces for a hybrid airship in a level turn are
sketched in Fig. 3. As shown in Fig. 3, the equations of motion for
level turn can be written as

Laero Cos ¢ + Lbuoy = WT (79)
U2

mr——= Laem sin @ (80)
Ry

The load factor
n= Laero/AW (81)

Since Egs. (79) and (81) hold, we have
1
¢ = arccos — (82)
n

It can be derived from Eq. (80) that

U2 W, U2
Ryp=-1o _ MrY (83)
Laero Sln (/) gLaero Sln (p

Substituting Eq. (82) into Eq. (83),

_WTU2 n

R P
! gLuem n2 —1

(84)
Since Eq. (81) and A, = AW /W; hold, the final expression for level-
turn radius is obtained
1 v

A g/n?—1
As the turn rate w; = U/Ry, substitute Eq. (85) into it and get

gvn?—1
U

Ry (85)

or = Ay (36)

In level-turn flight, the drag is
D= %pa UzSaero (CDO + KC%aero) (87)

Substituting Eq. (81) into Eq. (5), we have

n- AW

%pa UzSaero (88)

CLaero =

As T = D and Eq. (88) hold, the expression of n can be solved from
Eq. (87):
1o, U? T 1 C 172
n= (2P | ——p P (89)
K(AW/Suer0) \AW 2 AW/Sero

The maximum load factor is constrained by the maximum thrust
available:

o (AU (TN 1 G )
K(AW/SHCFO) AW max 2 AW/Saero

(90)

The conditions for minimum R; are found by setting
dR;/dU = 0. Write Eq. (85) in terms of dynamic pressure g for
simplifying derivation, which is

1 2q

Ry=—.— 1
" pugVir 1

on

Fig. 3 Hybrid airship in level turn.
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Differentiate Eq. (91) with respect to g and set it equal to zero:

d
n—1—qn-2=0 92)
dg

Write Eq. (89) in terms of ¢, and we have

_ q T Cho 1/2
"= (K(AW/SHSI‘O) (m B q . AW/SO.SI'O)) (93)

The following form can also be obtained by differentiation:

dq N 2K(AW/S?]CT0) K(AW/SZIBI'O)Z

(94)

Substituting Eqs. (93) and (94) into Eq. (92) and solving it, the
dynamic pressure at which R; achieves minimum is obtained after
simplifications:

ZK(AW/SaEI"O)
49 (Ry) min = W

4K (AW /S er0)
U L= | T/ Tacro] 96
o =\ TTAW) 0
4KCpy
Ry min = \/2 RINGE (G0

Substituting Eqs. (96) and (97) into Eq. (91), the final expression for
minimum R is derived:

1 AK(AW/S 0)

Ma 8po(T/AW)/1—4KCpo/(T/AW)?

95)

So

98)

Tmin =

The conditions for maximum w; are found by setting
dwr/dU = 0. Differentiate Eq. (86) with respect to U and the
following equation is obtained:

dw; nUé‘—["/—nz—f—l
Q01 _ g oar T 99
U A8 02 o 99)

Differentiating Eq. (89) with respect to U, we get

" AU T 2\K(AW/S ) K(AW/Spere)?

(100)

Substituting Egs. (89) and (100) into Eq. (99), the flight velocity at
which w7 achieves the maximum is obtained:

/ /

Uy max = —

The corresponding load factor can be derived by substituting
Eq. (101) into Eq. (89), as expressed as

TIAW O\
ax = -1 102
n(wT)mdx (m ) ( )

Substituting Eqs. (101) and (102) into Eq. (86), the final expression
for maximum @y is obtained:

_ Pa T/AW CDO 172
WT max = )"Ag\/AW/Saem ( 2K ( K (103)

B. Pull-Up and Pull-Down Maneuvers

The flight path and forces for a hybrid airship in pull-up maneuver
are shown in Fig. 4.

YWy
Fig. 4 Pull-up maneuver.

The equation of pull-up motion is given by

U2
my— = L, — AW cos 6 (104)
Rp

The instantaneous pull-up is of much greater interest. This
corresponds to 6 = 0. Then R, can be derived from Eq. (104):

_ Wr/AW U?
RP B 8 Laero/AW -1 (105)
Since Eq. (81) and A, = AW /W hold, Eq. (105) becomes
1 U?
Rp=——— 106
P gD (190
As the pull-up rate wp = U/Rp,
gn—1)
w0p = by (107)

A related case is the pull-down maneuver, as shown in Fig. 5.

Lbuoy

Fig. 5 Pull-down maneuver.
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The equation of pull-down motion is given by
UZ
my o= = Lyero + AW (108)

D

One can derive the expression for R, after simplifications:

Wy/ AW U2
R, = . 10
P g La/AWHI (1o
Since Eq. (81) and A, = AW /W7 hold, Eq. (109) becomes
1 U?
Rp=———— 110
P g+ ) (o
As the pull-down rate w;, = U/R),
1
wp =My -g("i;r) (111)

C. Takeoff Performance

In the following two subsections, the takeoff and landing perform-
ance of a hybrid airship will be discussed. These discussions are
limited to the hybrid airships equipped with conventional turbo-
props. For some kinds of hybrid airships equipped with vertical
takeoff and landing capability, it makes some difference that the
ground-roll distances for takeoff and landing are both zero.

The takeoff path of a hybrid airship is sketched in Fig. 6.

1. Ground Roll S, 1o
The equation of ground-roll motion is

dU
my EZT_D_/"Lr(AW_Laem) (112)

where (., is the coefficient of rolling friction. Defining S as the rolling
distance, we can write

du?
S=—— — 113
2dU/dt (113)
Equation (112) can be written as
1
d_U 27(T_D_H'r(AW_Laero)) (114)
e my

Substituting Eq. (114) into Eq. (113) and integrating it from point 0 to
liftoff, we have

WT ULo dU2
S _Wr 115
¢.TO Zg /(; T—D— /“Lr(AW - Luem) ( )

The liftoff velocity is usually set to Uy = 1.1Ugy. As T —D —

(AW — L,..,) does not change greatly in the region from point 0 to
liftoff, assume it to be a constant [5]:

(T —D— /.Lr(AW - Laero))0.7ULo

The following expression for S, 1o can be obtained:

o _ 1 AW-U
¢10 = Ao 2g
1
(T/AW - D/AW - lu'r(l - Lz\em/AW))OJULO

+ NU,, (116)

where N is the time for ground-roll during rotation. The second term
on the right-hand side of Eq. (116) is the distance for the rotation case
[5]. Assuming T > D — (AW — L,.,,) and substituting U o into
Eq. (116), S, 1o can be approximated as

sl 121AW/S.)
& )"A gpaC(Laero)max(T/AW)OJU[_O

2 A 1
+ 1.1N\/—~—W~7 (117)

Pa Saero C(Laero) max

2. Distance to Clear an Obstacle S,
The distance to clear an obstacle is written as

SC =ROB Sin@OB (118)

Itis assumed that the velocity is 1.15U g, and Cyero 18 0.9C (14e10) max
[3]. Then n = 1.19. Set Hop 1o as the obstacle height that the hybrid
airship clears to take off. From the equation of pull-up radius,
Eq. (106), it can be derived that

1 6.96U2 1 1392 AW/S
R - . stall __— . aero (1 19)
o8 )‘A 8 )‘A Pa8 C(Laem) max
H
Oop = arccos(l - M) (120)
Rop

D. Landing Performance

The landing path of a hybrid airship is sketched in Fig. 7.

1. Approach Distance S,

Figure 8 shows the forces applied on hybrid airship on the landing
approach flight path. The equations of motion are written as

Lyero = Wy €08 0, — Lyyoy c0s 6, = AW cos 0, (121)

D=T+ Wysin0, — Ly sinf, =T + AWsin6, (122)

The approach angle is usually small for most cases. Raymer [§] states
that for transport aircraft, 6, < 3°; hence, cos 8, &~ 1. Equation (121)
becomes

Liero = AW (123)

Substituting Eq. (123) into Eq. (122), we have

1 T
ing, = - 124
e = LD AW (129
As 0, = 0,, the flare height
Hy=Rs(1 —cost,) (125)

.......... * _IVHOBJ‘O

Total takeoff distance

Fig. 6 Illustration of ground roll, airborne distance, and total takeoff distance.
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HOB,LA

S, St

Approach distance Flare distance

Ground roll

Fig. 7 Landing path and landing distance.

Lbuoy A L

aero

S>>

’
~A T
/, b,
'
]

Yw,

Fig. 8 Force diagram for a hybrid airship on landing approach flight
path.

With average flight velocity Uy = 123Uy, and load factor
stipulated as n = 1.2, Eq. (106) yields

R _ 1 U% _ 7.5645U2 _ 1 15129 AW /S oo
! )\A 02g )‘A 8 )‘A Pa8 C(Laero) max
(126)
The approach distance can be obtained from
H, —H
S, = ZTOBLA 7S (127)
tan 6,

2. Flare Distance Sy
As 0; = 0,, the flare distance is obtained from Fig. 8 as

S; =R, sinf, (128)

3. Ground Roll S, 5

Figure 9 shows the forces applied on hybrid airship on the landing

ground roll. The equation of motion is written as
au

mr——= _Trcv -D- /’Lr(AW - Lacro)

a (129)

where T, is negative thrust produced by reversible propellers. Solve
dU/dr from Eq. (129), substitute it into Eq. (113), and integrate it
between the end of the roll (where U = Uyp) and the complete stop
(where U = 0), we have

E ¢ /0 du?
S, = or
gLA friA Urp ~Trev = D = 1, (AW — Lyero) (130)
Syin = NUpp + 27 / Urp dv?
g LA — D 2g Jo Tew+ D+ /,Lr(AW - Lacro)

As Ty + D + pu, (AW —L,.,) does not change greatly in the
integration region, assume it to be a constant [5]:

(Trev +D + Mr(AW - Laero))0.7UTn

The following expression for S, , can be obtained:

¢ _law.uj, 1
LA )‘A 2g (Trev +D+ MV(AW - Laero))OJUm
+ NUrpp (131)

The touchdown velocity is usually setto Uyp = 1.15Uy;; substitute
itinto Eq. (131), and S, ;  is expressed after reorganization as

1
Sg,LA = k_
A

1.3225AW/S e
8Pa C(Laero)max (Trev/AW + D/AW + Iur(l - Laero/AW))OJU,-D

2 AW 1
+ 115N, | ————
Pa Saero C(Laam) max

E. Comparison of Hybrid Airship, Airplane, and Airship

This subsection is to preliminarily compare the accelerated flight
performance of a hybrid airship, airplane, and airship. This compar-
ison is performed on the condition that flight altitude, engine
efficiency, and fuel consumption are the same.

1) The level-turn, pull-up, and pull-down maneuvers of a hybrid
airship are characterized by

(132)

RTmin X 1/)‘A7 Wmax X )‘A’

Rp x 1/X,,

Rp o 1/1y

Wp X Ay, wp X Ay

which indicate that the hybrid airship is slower than the airplane
(A4 = 1) and faster than the airship (A, — 0) in level-turn, pull-up,
and pull-down maneuvers.

A Lbuoy

~

Wr
Fig. 9 Force diagram for a hybrid airship on landing ground roll.
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Table 1 Comparison of proposed method with existing methods
Flight performance Airplane [5] Hybrid airship (this paper) Hybrid airship [4]
— Pwy ., Phe s
Cbuoy None =2 % -
Craeto (Ciwing) Same I piﬁs" Same
CL CLwing CLbuoyRF + CLaeru Same
Urrymin Similar (W7/Sying) (& [K swyy2 Same
Pa '\ Cpo Saero
(T/W)min Similar (T//Wy) (Tr/AW)pnin = ~/4KCpy Same
U(L/D) max Similar (WT/Swing)

CL.(L/D) max
(%)max
U(PR) min» U(R/C) max
CL.(PR)min’

?CZL.(UV) min
(CL/ /Cl))max

P(R) min

U>Lall
U(G) max

emax

(R/ C) max

U(V) min

R

max

Emax

Uy min
"(Ry) min
Ry min
U(mT) max
N (&T) max
7 max
Ry
wp
Rp
@p

Sg,TO

Similar (A, = 1)
Similar (A, = 1)

Similar (W /Sying)

Similar (A, = 1)
Similar (A, = 1)

Similar (A4 = 1, Wr/Sying)

Similar (Wy/S\ying)
Similar (Wy/Sying, P/ Wr)
None
cos 0 =~ 1: similar (A, = 1,

Wi/ Sying)» cOs 6 < 1:
None

Similar (Wy/Sying)

Similar (A, = 1)

Similar (A4, = 1)

Similar (Wr/Sying. T/ Wr)
Similar (T/Wy)

Similar (A4 = 1, Wr/Sying,
T/Wr)

Similar (Wz/Syine)
Similar (T/Wy)

Similar (A4 = 1, Wr/Sying,
T/Wr)

Similar (A, = 1)
Similar (A, = 1)
Similar (A, = 1)
Similar (A, = 1)
Similar (A4 = 1, Wy /Sying,
T/Wy)

Similar (A4 = 1, Wr/Sying)

2., | K AW
Pa Cpo  Saero
1 /Cpo
VK
1 /1
ha \ 4KCpyo

(2.aw [ Ky
Pa Saero | 3Cpo

1 /[3Cpo
WV K
1.1/ 3 \3/4
324 ( |/3)
A'A 4 KCI)O

1/3
VAW AW, (KCI)/O)3/2
s, 3

Pa acro

2 AW 1

Pa Saero C(Laero) max

4(AW/Saero) K
Pallpr(Pes/AW)

i _ KCi __ Pallpe(Pes/ AW)?
arcsin(f f ). f= 8K(AW/Syer0)

.1 (MprPes 2 K . AWy1/2
cosOr 1~ (= — (& [z77— 2%
O~ ha ( Wr (ﬂa 3Cpo  Saero
1.155 Uk/cymax _
A

.1
@b C0s0 <1z (

\/(Um/z'nnax)z —4./3B- U(R/fc\‘)nm + 16U(2R/C) )
A= KCp, B="7e

1/3
2. AW, (kcn/n)3/2
Pa Sacro 3

L, Mpr 1 W

Ja ¢ \3KCp VW,

r —1/2 —1/2
Ay il zpaSaero(Kgl/3)3/4(Wl 2 WT / )
DO

1
WA
4K(AW/Saero)
pa(T/AW)

_ _4KCpg
2 (T/AW)?
1 4K (AW/Suero)

74 4T/ AW) N 14K Cp (T AW)?
2(AW/Suero)V1/2 (K )1/4
( Pa ) (Cno)

( T/AW 1)1/2

A/ KCpo

T T/AW_C
hag wws (ot — (')

1, _U*
ha o g(n—1)

L &gn=1)
Ay B
L._u
Ay g(n+1)

. 8(nt1)
Ay -8

1., L21(AW/Saero)
ha 8P ClLacro) max (T/AW)oqu

LIN 2. A%,
+ Pa Sacro CLacroy max

. _ 1 69602,
Rop sinfop, Rop =7, - ="

_ (1 _ Hopto
0o = arccos(1 Rl )

2 K W,
0.891, /2 [
Similar (A, = 0.8)

Similar (A, = 0.4)

(;, WT)]/2X( 1 )1/2
Pa Swing \/3CD(,/K+4R§,C;WP—RFcLsh,p

\/3Cno/K + 4R%‘Czship = RpCpnip
None

>
w7 .(&) )
PaSwing ~C3/Min

2 W 1
Pa Swing  (CLshipRF+(Crwing)max)

4K . AW)Z
Pallpr(P/Swing)  “Swing

None

U(GE =30 Ca)(G0) !

Swing wing
_ 2K(cos0)’ AW
paU? Swing

Uy = 7 Aw

PaClying/Ch  Swing
=ML Wr
R= ¢ D bn W,

. C;/z

E= H(L v 2lousacro #D

UL
Same

Same

AK (AW /Sying)
8Pa(T/Wr) 5/ 1-4KCpo /(T/ AW)?

None
None

None

Same

Same
None

None

1.21(Wr/Swing)
8Pa(CLshipRF+C(wing) max) (T/Wr)o 701

None

(continued)
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Table 1 Comparison of proposed method with existing methods (Continued)

Flight performance Airplane [5] Hybrid airship (this paper) Hybrid airship [4]
. — I
ngLA Similar ()LA =1, WT/SWi"g’ 1.15N‘ /lSAW C 1 + )\L s ! 8Pa(CrshipRF+C(Lwing) max)
T/WT) Pa Saero C(Laero) max A 8PaC(Laero) max 1.21W7/SW;,,g
(e Wi =L/ W)
(Trev/ AW+D/ AW+, (1=Laero / AW))o.707,,
S, Similar (Ay = 1,Wr/Sying, T/Wr) Hopia—R;(1=cos0,) p 1 T-5645U3, None
tanf, i f _1 A r g ’
0, = arcsm(m N,
Sy Same Ry sin0, None

2) When the hybrid airship takes off,

S (% ! S (% W x !
g, TO )"A ’ g, TO Sw'mg ’ g, TO T/AW
1 AW
Rog X —, Rop X ——
OB o OB Suine

With the same C(;ying) max» €ffective wing loading, and effective
thrust-to-weight ratio,
S ¢TO hybrid airship > S ¢TO airplane » ROB hybrid airship > ROB airplane

As AW = A, Wy, Egs. (117) and (119) can be rewritten as

1.21(W;/S,
( T/ aero) + \/X—A_
8Pa C(Laero) max (T/ WT)0,7UL0

2 W, 1
AN A &
a Saero C(Laero) max

13.92 Wy /Suero
Pa8 C(Lacro) max

S0 R Ay -

Rog =

So with the same C; ero) max>» Wr/Saero and (T/Wy),
SgTO.hybrid airship < SgTO,airp]anev ROB.hybrid airship — ROB,airplane

3) When the hybrid airship lands,

AW 1
Ry o —, Ry ——, SgyLAcx)L—
A aero A
S [ o' !
A S T AW

The landing performance is similar to the takeoff performance for the
hybrid airship. So the result of comparison is the same.

V. Comparison with Existing Methods

In this section the analysis method of flight performance proposed
in this work will be compared with the existing methods for a hybrid
airship [4] and for an airplane [5]. The analysis methods of the main
flight performance characteristics are listed in Table 1. In the table,
none indicates that it does not exist or it is not provided; same
indicates that the formula is the same as that presented in this paper;
and similar (exception case) indicates that the formula is similar to
that presented in this paper, except that A, =1, or AW/S,,, is
replaced by Wy /Sy, or T/AW (P/AW) is replaced by T/Wry
(P/Wy), with the exception cases in the parentheses.

As AW = A, W;, then AW = W; when A, = 1. It is shown in
Table | that when A, = 1, the analysis method of flight performance
for a hybrid airship can be directly reduced to that of airplane.

Compared with the method in [4], this work mainly contributes to
the following:

1) The new formulas for analyzing steady and accelerated flight of
ahybrid airship are systematically derived to the simplest expression.
All of these formulas are written in the expression of three key design
parameters: A, AW/S,0, and T/AW (or P/AW). It can be

Table 2 Design parameters of the model

hybrid airship
Parameters Values
Total weight, N 19
Airship body
Volume, m? 1.08
Gross buoyant lift, N 13.3
Front-projected area, m? 0.98
Maximum length, m 23
Maximum diameter, m 1.1
Horizonal fin area, m? 0.25
Vertical fin area, m? 0.126
Wing
Wing section NACA4312
Area, m? 0.309
Span, m 1.52
Chord, m 0.203
Vertical tail
Cross section Flat plate
Area, m? 0.053
Rudder area 0.053
Horizontal tail
Cross section Flat plate
Area, m? 0.155
Elevator area, m? 0.155

concluded from Table 1 that most formulas in [4] [such as P g) i
Usganis (R/C)max> and U yy min] have not been derived to the simplest
expression and the corresponding flight performances have to be
analyzed by iteration.

2) The expression for maximum lift-to-drag ratio is corrected.
According to the optimization principle, the objective function can
be maximized or minimized by differentiating it with respect to all
the independent design variables and setting the results equal to zero.
In [4], Eq. (17) was differentiated with respect to C;, and RpCj oy
respectively, for maximizing L/D. However, C; and RyCp,oy are
actually not independent of each other according to Eq. (6). In this
paper R is derived as the function of C; in Eq. (19) and substituted
into Eq. (17). Then the revised form of the maximum L/D and

Fig. 10 Remote-controllable model aeroship [9].
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Table 3 Estimated and measured flight performance parameters
for a model hybrid airship

Parameter Estimated Measured in flight
Maximum R/C, m/s 2.4 2.5

Angle at maximum R/C, deg 40.6 323
Velocity at maximum R/C, m/s 3.7 4.5

Stall velocity, m/s 5.3 4.2
Minimum level-turn radius, m 3.4 3.6
Takeoft ground roll, m 6.2 3

Takeoff velocity, m/s 5.8 4.2
Approach angle in landing, deg 139 16.7
Touchdown velocity in landing, m/s 6.2 33

Table 4 Other estimated flight performance parameters

Parameter Estimated
Minimum required thrust, N 1.3
Velocity at maximum L/D, m/s 49
Maximum L/D 14.2
Minimum required power, W 5.8
Minimum sinking velocity, m/s 0.8
Minimum glide angle, deg 10
Velocity at minimum turn radius, m/s 3.4
Load factor at minimum turn radius 1.3
Maximum turn rate, s~ 1.2
Velocity at maximum turn rate, m/s 49
Load factor at maximum turn rate 1.8
Landing ground roll, m 9.5

its corresponding velocity and lift coefficient are obtained.
Equation (19) is also substituted into Eq. (31). Then the revised
form of the minimum Py and its corresponding velocity and lift
coefficient are obtained.

3) A more general form of buoyant lift coefficient is proposed. For
nonrigid and semirigid airships, volume changes of the lifting gas,
due to temperature changes, are balanced using a ballonet in order to
maintain the overpressure and then maintain the shape of the airship
body. This case is considered in the derivation of buoyant lift
coefficient in this paper.

VI. Example

To validate the proposed analysis method, the flight performance
of a remote-controllable model hybrid airship [9] is estimated and
compared with the data measured in flight. Flight testing of the
hybrid airship was conducted in [9]. Figure 10 shows the model
hybrid airship that is a direct combination of a model airplane and a
model airship. Table 2 lists the design parameters of the model hybrid
airship.

The comparison results are listed in Table 3. The other estimated
flight performance parameters are listed in Table 4. From the
comparison, the following can be concluded:

1) In general, the computed results are in reasonably good
agreement with the data obtained from flight testing. The deviation is
due to assumption and simplification in the numerical method as well
as error in flight testing.

2) Because of overestimated stall velocity, the takeoff velocity,
takeoff ground roll, and touchdown velocity in landing are
overestimated and the approach angle in landing is underestimated.

3) Because of underestimated velocity at maximum R/C, the
angle at maximum R/C is overestimated.

VII. Conclusions

Taking the analysis method of flight performance for propeller-
driven airplane as a reference, a revised formulation for flight
performance analysis of a hybrid airship is systematically derived in
this paper, which might be helpful for analyzing flight performance
of hybrid airships, for better understanding of the mechanism of
hybrid airships and for the design of hybrid airships. Compared with
the existing method of flight performance for hybrid airships, each
proposed formula is expressed in the simplest form as a function of
Ags AW /S ero» and T/ AW (P/AW), which can be directly reduced
to the corresponding formula for an airplane by setting A, = 1.
Furthermore, some errors in the existing method of hybrid airships
are corrected. The relationship between flight performances of a
hybrid airship and airplane are clearly indicated in these new
formulas. The theoretical comparisons based on these formulas are
made to identify the positive and negative aspects of hybrid airships.
An example of estimating flight performance of a model hybrid
airship is presented to preliminarily demonstrate and evaluate the
developed method, which shows a reasonable result.
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