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SHIPBOARD TOKEN RING LOCAL AREA NETWORKS (LANS):
DATA HIGHWAYS TO THE FUTURE

by
Ross L. Bennett
Sperry Marine Inc.
and
Dr. Alfred C. Weaver
University of virginia
Department of Computer Science

1. ABSTRACT

The design of naval ships is beginning to be impacted by the
rapid advances in high-speed information networks being placed on
them. An example of such a network is the Navy's emerging SAFENET
(Survivable Adaptable Fiber Optic Embedded Network) standard [1].
These networks use fiber optics media, new high-reliability
networking techniques, and developing standards in hardware and
software.

Sperry Marine has pioneered the effort to place high-speed
data networks aboard commercial vessels through its development of
SeaNET, a 4 Megabits/sec (Mbps) IEEE 802.5 [2] standard token ring
with real-time data transfer capability. As a logical advancement
of its shipboard networking expertise, Sperry Marine is now
developing a network, with associated real-time interfaces, which
will meet the SAFENET standard. As part of this development
effort, the University of Virginia Computer Networks Laboratory has
been contracted to design and implement a software version of the
Xpress Transfer Protocol (XTP) [3], the light-weight protocol
specified in the SAFENET standard.

This paper presents a summary of lessons learned through the
development of the SeaNET real-time commercial shipboard network
and a description of the new work under way to develop a
SAFENET-compatible network. Included is a summary analysis of the
impact such a network will have on future ship design.
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2. INTRODUCTION

Traditionally, shipboard equipment has been distributed
throughout a ship in the form of stand-alone systems with very
little interconnectivity among units. This approach leads to
equipment employing a variety of user interfaces which require more
space than desired. It alsoc promotes inefficiency because of the
myriad different controls and displays.

Modern techniques allow equipment to be networked together to
derive the maximum benefit from the fusion of data from wmany
sources. This fused data can now be accessed through integrated
display and control consoles. When fused information is accessible
at user-friendly centralized 1locations, higher efficiency is
achieved. Operational decision-making is further enhanced by the
ability to monitor data with microprocessor-based units, freeing
the operators to concentrate on the decision-making process.

In order to satisfy the requirements for integration of
shipboard navigational equipment, Sperry Marine, in conjunction
with the University of Virginia Computer Networks Laboratory, has
developed an Integrated Bridge System (IBS) that uses a real-time
token ring network called SeaNET. The network integrates all of
a ship's bridge equipment, including sensors, navigation units,
display devices, radars, and steering control units.

The design and development of SeaNET has resulted in four
major attributes:

. The hardware and software is based on existing standards.

. It is able to interface all types of equipment, whether
made by Sperry Marine or by other manufacturers.

. It has distributed control so that single point failures
will not bring down the network.

. It is flexible, expandable, and able to be integrated
with other shipboard data systems.

The first requirement insures us that second sourcing of components
is available and that the network will be acceptable to a wider
field of customers. The second requirement enables customers to
configure their own system with navigational units with which they
are most comfortable. The third requirement addresses the
reliability issue. Real-time systems must continue to operate even
if one of the stations on the network fails. Finally, the fourth
requirement insures that the Sperry IBS can share information with
other, non-SeaNET-based systems such as an engine room monitoring
system and SAFENET.
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3. LAN SEARCH AND SELECTION

In 1986, Sperry Marine contracted with the Computer Networks
Laboratory at the University of Virginia to evaluate the
suitability of extant LAN products (Ethernet, token bus, token
ring, etc.) and to recommend one for shipboard use. The result of
this analysis was the selection of the token ring topology. The
primary advantages are:

(1) Token rings easily accommodate copper or fiber media, or both,
on the same network; for a ship, this means we can run
inexpensive shielded twisted pair media in low-noise areas
such as the bridge, and reserve the higher-cost fiber optic
media for high-noise areas such as the engine room.

(2) Commercially available token rings provide a range of
performance options, from 4 to 100 Mbps.

(3) They can be made fault-tolerant by using a star-ring topology
(i.e., wiring centers) and counter-rotating dual ring design.

(4) Choosing the IEEE 802.5 token ring (at 4 or 16 Mbps) assures
us of multiple hardware vendors and conformance to
international standards.

(5) The token ring topology and the IEEE 802.5 standard are
consistent with the Navy's direction for SAFENET.

4. SEANET DESIGN AND DEVELOPMENT

Once the selection of the IEEE 802.5 standard was established,
Sperry contracted the University of Virginia Computer Networks
Laboratory to develop a real-time network interface which could
handle the sensor update rate requirements. At the same time,
Sperry performed an investigation to select the network components
and a ruggedized PC-based unit to be used for the network interface
unit (NIU). Sperry also developed several interfaces for sensors
to be attached to the network, including the selection of the
analog and digital interface boards required for each sensor.
Finally, Sperry developed three sophisticated units for the fusion,
control and display of navigation and ship control information.

4.1 Real-time Network Interface

The Computer Networks Laboratory knew from their previous
network performance evaluations that the commercially available ISO
protocol packages (1) would not meet our real-time performance
requirements and (2) were really overkill for a relatively short,
single segment LAN with a modest number of stations. To solve this
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problem, they designed and implemented a real-time network
interface, provided as a set of library functions which the user
links into his application program. To encourage interoperability,
the interface adheres strictly to the IEEE 802.2 logical link
control (LLC) standard [4].

SeaNET provides a basic datagram service, with optional
acknowledgements and checksums, to multiple application processes
running on microcomputers. Communication occurs through sockets
which are equivalent to IEEE 802.2 LSAPs (link service access
points). The user interface is a set of 'C' procedure calls which
create and manage sockets, set options, send and receive messages,
and report network status [5).

Messages received from the network are filtered at both the
hardware level and software level. At the hardware level, each
station assigns itself to a functional group which becomes part of
the address for the network interface board. When a message is
received whose destination address matches the functional address
of a station, the message is copied to the incoming message buffer.
The real-time software interface then looks at the header informa-
tion of the message itself to determine if the message is meant for
any of the tasks requesting services. If not, the message is
ignored. oOtherwise, the task is notified of receipt of a message

and, when requested to do so, the network interface copies the
message into the task's buffer.

4.2 Hardware Selection and Configquratijon

There are four
basic components of most
token ring networks (see
Figure 1):

. processor units
{nodes) containing
the applications
which use the net- @@ NETWORK INTERFACE
work as a data BOARD
transfer vehicle PROCESSOR UNIT

. network interface
boards which plug
into the processor R JpREVIOUS

units and control WIRING

the actual transfer | VR
of data on and off
the network

T0 NEXT
NETWORK
T WIRING
© CENTER

NETWORK WIRING CENTER

Figure 1 - Network Components
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. network wiring centers (NWCs) which contain bypass switches
allowing stations to be attached and disconnected from the
network without halting the network

. the network cable

a. Injtia) Prototype. The initial SeaNET prototype

development was started more than four years ago. At that time,
ProNET-10' network components were used. This was necessary
because, although the token ring standard was already adopted by
the IEEE 802.5 committee, the hardware was not yet commercially
available. The ProNET-10 hardware is similar to the IEEE standard
and allowed easy transition to the 802.5 standard as our
development effort progressed.

PC-based units were selected to serve as network interface
units (NIUs) because they offered both lower development cost and

lower cost for our customers. Because of the harsh shipboard
environment, we investigated several potential units as NIU
candidates. Our investigation resulted in selection of a PC

chassis with a passive backplane, allowing us to configure our
units with various manufacturers' microprocessor boards, sensor
interface boards, and network interface boards.

The prototype was
configured as shown in
Figure 2. We selected
the Sperry MK-37E gyro-
compass as the initial
sensor since it has the
highest update rate re- o

quirement. The gyro NIU Ei?j

PC
WORKSTATION NIU = NETWORK INTEPFACE UN.T
NWC = NETWORK WIRING CENTER

™
SeaNET
TOKEN RING NETWORK

was initialized with the
current heading. This
was done remotely using
a PC workstation
attached to the network.
Once initialized, the
NIU began receiving step
(1/6°) changes from the Fpigure 2z - Prototype configuration
gyrocomhass and used

these changes to

calculate a new absolute heading for transmission on the network.
When this data was received by the autopilot NIU, it was converted
back to step changes. These changes were fed to the Sperry SRP-
690 autopilot causing its heading indicator to turn.

GYROCONPASS

AUTOPILOT

! ProNET-10 is a trademark of Proteon, Inc., Westborough, MA.
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Once we proved these interfaces worked across our SeaNET
prototype, we began developing a suite of additional sensor
interfaces for other Sperry equipment. This was done in a phased
manner with each interface being tested and checked for performance
before implementing the next.

. nversi f Protot o t System. When the IEEE
802.5 4-Mbps token ring products became available, all interfaces
were converted to this standard. The real-time network interface
was ported to both the Proteon ProNET-4° token ring interface board
and the IBM PC’ Token Ring Adapter. Since the IBM board showed
better performance in raw throughput measurements, we selected this
board as the primary network interface for our NIUs, with the
Proteon board to be used for second sourcing.

Recently we acquired several of the new IBM 16/4 PC Token Ring
Interface Boards. These boards are switchable between 4 and 16
Mbps. We were pleased to find that these boards are completely
compatible with our applications and reguire no changes to our
real-time interface.

The primary reason for SeaNET's ease of portability is its
modular design. Operations which are network dependent (e.g., the
device driver for a particular vendor's token ring interface) are
isolated from the user interface. From the point of view of the
user, the interface to SeaNET is identical regardless of the token
ring's speed or its manufacturer.

c. Performance. SeaNET's most important attributes are its
high throughput and low latency performance characteristics.
Figures 3-5 show SeaNET's performance when executing on a 25 MHz
Intel 80386 CPU. These figures compare SeaNET performance for two
token ring interfaces: the 4-Mbps ProNET-4 and the 10-Mbps ProNET-
10.

Figure 3 records the load generated by a single station for
messages of various lengths. The graph compares the performance
of the ProNET-4 using programmed I/O (sclid line), ProNET-10 using
direct memory access (dashed line), and the ProNET-10 using
programmed I/O (dotted line). Using ProNET-4, SeaNET can sustain
an offered load of about 2 Mbps. That is one half the network's
total capacity generated by a single station! Using ProNET-10,
throughput rises to almost 4 Mbps.

2 ProNET-4 is a trademark of Proteon, Inc., Westborough, MA.

3 IBM and PC are trademarks of International Business Machines
Corporation.
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Figure 3 - Transmitter Load (Xbits/sec)

For a contrel system, total station throughput may be 1less
important than the message rate, i.e., how fast individual control
messages can be emitted.

units of packets/sec.

Figure 4 shows the transmitted load in
For short (100-byte) messages which are

typical of control applications, SeaNET can sustain 636 packets/sec
on ProNET-4 and 2380 packets/sec on ProNET-10.
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In any real-time system, end-to-end latency is a very
important factor. Our measurements of end-to-end delay include all
factors which a user message would see: posting the message
buffer, interacting with the operating system, copying the message
across the backplane bus, network access time, and network
transmission and propagation delays. Pigure 5 shows elapsed time
from when a user posts a message for transmission until the message
is received by the destination's application program. SeaNET
delivers 100-byte messages end-to-end in 2.63 milliseconds for the
ProNET-4 and in 680 microseconds for the ProNET-10.
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Figure S5 - End-to-end Delay (milliseconds)

d. Network Wiring Centers. All stations on the SeaNET token

ring attach to the network through network wiring centers (NWCs)‘.
These units have normally-closed relays in each station attachment
port which are caused to open via an electrical signal from the
attachment station itself. Removal of this electrical signal
causes the relay to return to its closed position, thus bypassing
the station.

Some manufacturers refer to these units as multistation
access units (MAUs). This paper refers to all such units as
network wiring centers (NWcs).
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Two basic types of NWCs exist: unpowered and powered. Each
of these units usually contains 8 ports for station attachment and
two additional ports for connection to other NWCs. The unpowered
units contain no indicators to inform users of their health or
which stations are currently active on the ring.

Powered NWCs usually have LEDs to indicate that the unit is
powered up and to indicate which stations are active. A subclass
of the powered NWCs are the "intelligent" NWCs which allow special
diagnostic tools and network configuration management programs to
have access to the network. Another subclass are the "repeating®
NWCs which are used to boost the network signal over long runs.
A third class of powered NWCs are the fiber optic units which allow
fiber optic cabling to be used between NWCs. Some units have all
of these capabilities.

Sperry initially chose the IBM passive, unpowered NWCs for
their installations because of their low cost and simplicity.
However, it has been discovered that severe vibration or strong
magnetic fields can cause the internal relays to switch to an
improper state. This, in turn, can cause degradation or, in some
cases, complete failure of the network. Of course, a shipboard
environment can have both severe vibrations and strong magnetic
fields present. Therefore, we have now switched to the Proteon
powered NWCs which insure that the relays are held in their proper
state.

e. Network Monitor. During the development of the SeaNET
real-time interface, the University of Virginia Computer Networks
Laboratory also developed a real-time network monitor. This
monitor contains both a graphics mode and a trace mode.

In graphics mode, the monitor displays color-coded scroll
graphs of recent network traffic. Network data is sampled at a
user-defined rate (up to 100 times per second) and a graph shows
traffic intensity in packets/sec and bits/sec.

Trace mode allows the user to trap all network traffic, or
any subset as specified by a user-defined address filter. Trace
data may be displayed on the screen in real-time (i.e., as it is
captured) or diverted to a disk file for off-line analysis.

The user can also define event or frequency alarms. Whenever
these events occur, the monitor notifies the user and then displays
the sequence of messages which preceded and followed the alarm
event.




4.3 0183 Software Proto =Tim

The NMEA 0183 Standard for Interfacing Marine Navigational
Devices [6] is gaining worldwide acceptance as a standard in the
marine industry. This is an 8-bit ASCII protocol which allows a
"talker" to transfer data to one or more "listeners" in a prescrib-
ed sentence format. The 0183 Standard contains a list of sentences
which has been approved by the NMEA 0183 Committee. Two example
sentences, one for heading data and one for position data, are
shown below:

SHEHDT, 032, T#30<CR><LF>

where: $ = gtart of sentence indicator (Hex 24)
HE = talker identifier (Gyro, Earth Seeking)
HDT = sentence identifier (heading, degrees, true)
032 = heading in degrees
T = true
* = checksum delimiter
30 = checksum
<CR><LF> = sentence terminator (Hex ODOA)

SLCGLL,4728.31,N,12254.25,W*6D<CR><LF>

where: $ = start of sentence indicator (Hex 24)
LC = talker identifier (Loran C)
GLL = sentence identifier (geographic latitude &
longitude)
4728.31,N = Lat, 47° 28.31" North
12254.25,w = Lon. 122° 54.25" West
* = checksum delimiter
6D = checksum
<CR><LF> = sentence terminator (Hex ODOA)

The checksum field is optional. It is calculated by exclusive
or'ing all characters between, but not including, the "$" and the
"*" and converting the two nibbles (4 bits each) of the resulting
hexadecimal value to two ASCII characters (8 bits each). All
SeaNET NMEA 0183 messages include the checksum.

Sperry selected the NMEA 0183 protocol to transfer its real-
time data over SeaNET because it is the only recognized standard
in the marine industry today. Any devices attached to the network
which support this protocol can communicate with each other over
the network.

The sensor messages are sent onto the network in a "broadcast"
mode. No acknowledgements are used. If a message becomes
corrupted during transfer, the message is simply discarded and the




"listener" waits for the next uncorrupted message to be received.
It is expected that a "listener" will implement a timeout mechanism
in case a valid message is not received within a required period
of time.

4.4 File Transfer

SeaNET also provides the capability to transfer files across
the network. So as not to interfere with the real-time sensor
data, the file transfer facility breaks files up into small packets
of less than 2000 bytes. Virtual circuits are first established
between units. The packets are then sent in a sequential manner
with validity checks. Error detection and reporting insures that
the operator is informed if the file transfer failed for any
reason.

4.5 Real-Time Multi-Tasking Executive (MTX)

Since Sperry Marine's SeaNET is primarily concerned with the
gathering and transfer of real-time data, Sperry Marine has also
developed its own real-time multi-tasking executive. This
executive, called MTX, provides the following services:

. convenient access to device interfaces

. configuration of multiple sensor interfaces into one NIU
. scheduling of multiple tasks

. timing services

. efficient intertask communications

MTX simplifies a system's program by moving the timing and
scheduling details into the realm of the runtime system and out of
the program itself. By simplifying the program it becomes easier
to design and understand, thus improving software development
efficiency.

One traditional programming method is the top-down, functional
decomposition approach. 1In this method, each level of refinement
is designed to satisfy precisely the requirement of the level
above. It makes sense. But when the top level requirements change
(as they always do) the entire structure is affected.

MTX, on the other hand, adheres to the object-oriented
programming concepts. In this method, each object module comprises
some data and the functions which access and manipulate it. The
only way the data may be accessed is through its defined functions.
The functions as-ociated with each object may be invoked by any of
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the various tasks in the system and possibly concurrently. By
structuring the system in this manner, the scope of conflicts
between tasks over a particular data item is limited to the module
which encapsulates it.

Another advantage of this approach is the generation of
reusable modules. This is because the module can be treated as an
entity in itself without having to care about its relation to the
particular system being built. This has other implications as the
system requirements are modified over its lifecycle. The in-
dividual modules are less likely to change since their design is
not strongly tied to the particular system requirements. This
advantage also simplifies software configuration control.

4.6 Egquipment Interfaces

Sperry Marine has developed an extensive suite of equipment
interfaces to SeaNET. Following is a partial list of these
interfaces. The interface type is shown in parentheses. Those
that are shown as "direct connect" connect directly to the network.
All others interface through an NIU.

Gyrocompass (1X, 90X, 180X, 360X, combined 1X/36X, step)
Rudder Angle Indicator (synchro)

Sperry SRD-421 Dual Axis Doppler Speed Log (RS-422)

40 Knots/Revolution Speed Log (synchro)

Sperry 501 TR/GPS Satellite Navigator (RS-232)

Sperry ADG-6000 Gyropilot (RS-422)

Sperry RASCAR Raster Scan Collision Avoidance Radar (RS-
232)

Northstar 800 Loran~C (RS-422)

Robertson-Shipmate RS4000 Decca Navigator (RS-422)
Honeywell ELAC Echo Sounder (parallel BCD)

Coastal Climate Weatherpak Weather Station (RS-422)
Sperry MCS2B Satellite Communicator (modem/PABX)

Sperry Navigation Workstation (direct connect)

Sperry Voyage Management Station (direct connect)
Sperry Position Filter Module (direct connect)

Sperry Socket Scanner (direct connect)

UVA Network Perforaance Monitor (direct connect)

ESA Engine Room Monitoring System (RS-422)

New interfaces are being added continuously as each new system is
designed to meet the customer's exact requirements.

i io A tion. The
Sperry Navigation Workstation (NWS) and Voyage Management Station
(VMS) are closely related products which provide centralized ship
control and real-time systems monitoring. The NWS allows develop-
ment of voyage plans and digitized charts which can be transferred




to the VMS via the network, and can serve as a backup unit for the
VMS. The VMS provides display and tracking against the voyage
plans and digitized charts. It also allows display of sensor data,
data logging, and track plotting. The VMS has a state-of-the-art
touch screen display which provides the operator with the most
natural and direct user interface. New displays can readily be
added as more sensor interfaces become available and new applica-
tions are implemented.

+ o i \'{ The
Sperry Raster Scan Collision Avoidance Radar (RASCAR) also has
close interaction with the VMS. Navlines and target files can be
transferred between these units via SeaNET. Position and sensor
information is also exchanged between these units at reqular
intervals. Like the VMS, the RASCAR has a state-of-the-art touch
screen user interface.

c. Position Filter Module (PFM). The Sperry Position Filter

Module (PFM) receives position, speed, heading, set, drift, and
other related data from the network. The operator can input the
required offsets for each position sensor remotely via the VMS or
NWS. The PFM employs a Kalman filter which uses this information
to calculate the best estimate of true position, speed, and
heading. The result is then sent onto the network for use by other
navigational units.

d. Satellite Communicator (SATCOM). The Sperry Satellite
Communicator (SATCOM) is interfaced to the network via the SATCOM
NIU. This allows the transfer of information and reports between
ship and shore. Using Sperry Marine's STARBAUD software, the
SATCOM sends data 48 times faster (2400 baud versus 50 baud) than
a conventional SATCOM with telex. The normal effective data
transmission rate is about 1700 baud, allowing for protocol and
error correction. However, text compression raises the effective
rates to 3600 baud or higher.

4.7 configuration Management

Configuration management is an important element of Sperry
Marine's success in the IBS marketplace. A database of hardware
components with their corresponding part numbers and prices is
available for generating proposals and satisfying purchase orders.
A database of software interfaces for SeaNET-supported equipment
makes configuration of the NIUs flexible and efficient.

System block diagrams can be generated and revised very
quickly using our in-house graphics workstations and database
libraries. This capability allows us to show a customer a
conceptional drawing of his system before it is actually imple-
mented. During negotiations, requested modifications and suggested
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alternatives which address specific customer’s needs can be easily
included. These drawings can then be given directly to the
configuration team for system build and checkout.

All software is stored and issued under control of Sperry's
Engineering Computer Operations (ECO). The ECO operates under
strict control procedures for software updates and maintenance.
The ECO maintains all information and software support tools
necessary to re-create current and past versions of each software
element.

4.8 System Testing

Sperry Marine has implemented an IBS System Validation program
specifically aimed at addressing the special issues involved with
testing such highly interactive systems. This program begins with
the IBS Validation Policy and IBS Validation Methodology documents
which address these issues in general terms. There is also a set
of Test Procedures which addresses the common components of all
Sperry IBS systems. Finally, a separate set of Test Procedures is
produced for each individual system which addresses the specific
differences in software and hardware components peculiar to the
actual system under test. The Test Procedures are generated using
the Functional Specification, the Operator's Manual, and other
pertinent system documentation.

Several simulators have been developed which allow data from
actual voyages to be replayed for test purposes. Adverse
conditions, such as loss of sensor data and erratic sensor
readings, can also be simulated to test their effects on the
system.

4.9 Installations

The SeaNET-based Sperry Marine IBS is installed or is being
installed on more than two dozen vessels throughout the world. A
partial list of these installations is shown below:

North Sea Project - MS LANCE

Finmare (Italy) - 4 Ferries, 6 Container Ships
P & O Cruises (Italy) - 2 Cruise Ships

RCCL (France) - 3 Cruise Ships

Lauritzen (Denmark) - 3 Reefers

Bell Lines (Japan) - 1 Container Ship

Exxon (USA)} -~ 1 Tanker

MODO (Korea) - 1 Roll-on/Roll-off Vessel
B.A.S. (U.K.}) - 1 Research Vessel

U.S. Navy ~ CVN-72 (U.S.S. Abraham Lincoln)

e 6 & o ¢ ¥ o 0 0 o
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Installation of a system aboard the U.S.S. Abrahay Lincoln
(CVN-72) demonstrates the use of commercial grade equipment on
military combatants. Figure 6 shows the configuration of this
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Figure 6 - CVN-72 (U.8.8. Abraham Lincoln) Configuration

system. The sensors are interfaced through three NIUs, one 80286-
based unit and two 8088-based units. In addition there is a remote
video RASCAR slave monitor installed in the Captain's cabin. Two
scan converters are installed which allow the RASCAR and VMS
displays to be sent onto two of the ship's TV channels for
distribution to other areas of the ship.

There are two network wiring centers located approximately 450
feet apart. These units are connected using type SU-7 (7 shielded,
twisted pair) cabling. When no stations are active on one end,
such as when the VMS in the Strike OPS area is turned off, the
total cable length between these two units becomes quite long
(i.e., about 900 feet). Although no problems have been en-
countered due to this distance, the installation of fiber optic
components would insure that noise problems would not be a factor
over such a distance. The replacement of the network wiring
centers with fiber optic wiring centers and replacement of the SU-
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7 cable with multi-mode fiber optic cable is all that is required
to accomplish this.

4.10 Lessons Learned

Through the design, implementation and refinement of SeaNET,
several lessons have been learned. First, we have found that there
are not only advantages but also disadvantages in the use of
standards. For example, the NMEA 0183 protocol standard makes it
difficult to place sensor information on the network for which no
"approved” sentences exist. By the time the NMEA 0183 Committee
reviews requested additions or changes, many are already imple-
mented and in the field. One can only hope at that point that they
will be approved. 1If not, a decision must be made to either change
the design or leave it as it is, knowing that deviations from the
standard are now present and will remain as such.

Another lesson was learned from the message addressing schemes
used. Initially, only the software level "sockets" were used for
filtering messages. Since sensor data was broadcast to all nodes,
this resulted in sensor interface NIUs receiving their own
messages, effectively doubling the processing of these messages
for each unit. When heading updates are occurring at eight times
a second, this additional processing affects performance
dramatically. Therefore, we implemented hardware level functional
addressing which is supported by the IEEE 802.5 interface. This
places more burden on the hardware interface itself and allows the
main processor to concentrate on other work, thus improving
performance.

We also proved the value of thorough system testing. It is
not sufficient to simply perform exhaustive unit testing of each
device to be integrated. Testing of interactions with other
devices often reveals problems which are not caught during unit
testing. Furthermore, total confidence can never be placed in the
use of simulators alone for system testing. When dealing with
products from other customers, we have often found simulators to
be inadequate. Discrepancies between documentation and reality
occur frequently. There is no substitute for bringing the actual
equipment in-house for final checkout.

5. SAFENET DEVELOPMENT EFFORT

The SAFENET committee was organized by the Naval Ocean Systems
Center (NOSC) in early 1986. It consists of industry and govern-
ment volunteers tasked with developing a set of tactical communica-
tions standards for the Navy. The committee meets bi-monthly to
discuss progress of its sub-committees and to give opportunity for
industry and government participants to present information about
their products and applications. As a result of this effort,
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several standards are evolving. The first are the SAFENET I and
SAFENET II standards themselves. These two standards define the
hardware, software, and network management requirements for use by
local area networks in Naval applications.

The SAFENET I standard applies to those applications which
utilize the IEEE 802.5 Token Ring standard. It includes both the
original 4-Mbps data rate and the new 16-Mbps data rate. The
SAFENET II standard applies to those applications which utilize the
100-Mbps ANSI X3T9.5 Fiber Distributed Data Interface (FDDI)
standard [7]. Aside from the difference in data rates and
associated hardware, the two standards are virtually identical in
their basic specifications, each specifying dual, counter-rotating
rings and fiber optic media throughout.

Sperry Marine has followed the development of the Navy's
SAFENET standard with much interest. Oour SeaNET development
history closely parallels that of SAFENET. Our selection of the
IEEE 802.5 token ring standard was occurring at the same time that
the SAFENET committee was making the same decision.

Since SeaNET was initially targeted for the cost-competitive
commercial shipping industry, the added cost of redundant rings was
not practical. Where necessary, critical operational functions are
backed up with direct links between units. An example of this is
the direct connection of the gyrocompass to the autopilot. The
primary link, SeaNET, provides the autopilot with heading from
various sources, including the PFM. If the network fails, the
backup link allows the autopilot to continue to operate properly.

Sperry also realized that most customers would not want to pay
the additional cost of
installing a fiber optic
network. For this reas-
on, all SeaNET installa-
tions to date have used
shielded twisted pair
cabling. However, as
noted earlier, fiber
optic cabling is avail-
able between wiring cen-
ters if requested.

SeaNET

FRETWORK | RETWORK

SAFENET specifies DATAUINK DATALINK [oataunk |
its own real-time light- PHYSICAL PHYSICAL [ PHrsicar |
weight message passing ;L, I I
protocol called Xpress

NETWORK WEDIA

Transfer Protocol (XTP).

The SeaNET real-time Figure 7 - Protocol Stack Comparison
protocol satisfies only




the bottom two layers of the ISO protocol stack [8]. When XTP is
placed above a real-time protocol such as SeaNET, the bottom f9ur
layers of the ISO protocol stack are satisfied while maintaining
the high efficiency needed for real-time applications (see Figure
7).

5.1 Comparison: SeaNET vs. SAFENET I

The following table summarizes the differences between SeaNET
and SAFENET I:

Table 1. 8SeaNET vs.SAFENET I

Parameter SeaNET SAFENET I

Network Type 1EEE 802.5 IEEE 802.5

Network Speed 4/16 Mbps 4/16 Mbps

Real-time Protocol ISO 8802/2 Class I XTP

Megsage Standard NMEA 0183 {TBD)

Cable STP / Fiber Optic Fiber Optic

Processor Units PC, PC/AT VME/Futurebus+

Architecture Single Ring Dual Ring

Station Types Single Attachment Single Attachment,
Dual Attachment

Station Attachment NWC TCU

Time Service Station Local, Network Global,

Non-synchronized Synchronized

Except for the lack of fiber optic cabling from the attachment
stations to the NWCs and the use of the PCbus rather than the
VMEbus or Futurebus+, the SeaNET stations can meet all the
requirements for SAFENET I single attachment stations as defined
in the SAFENET I document. A PC-based version of XTP has already
been developed, as will be discussed in the next section, and has
been added to the Sperry real-time network interface. The SAFENET
global time service has not yet been implemented. Once it is, the
Sperry units can also be updated to use this service.

5.2 Xpress Transfer Protocol (XTP) Development

Like the IS0 standard transport protocol (TP4) or DOD's
Transmission Control Protocol (TCP), XTP provides the user with the
ability to establish, manage, and control connections between end-
users. Transport protocols provide end-to-end reliability across
any number of intermediate network segments and routers.

Unlike TP4 or TCP, XTP provides a number of new features which
are of interest to the real-time and system control communities:

3.19




(1) The transport and network layers are combined for efficiency:;
both IS0 and IP (DOD Internet Protocol) addressing are
supported.

(2) XTP uses a header/trailer format, rather than just a header,
so that hardware can be used to calculate the network and
transport layer checksums.

(3) Data can be transferred reliably with a three-packet handshake
rather than six as in TP4.

(4) In addition to conventional error control and flow control,
XTP permits rate control; using rate control, a receiver can
restrict a transmitter to data bursts of a fixed size and
frequency.

(5) Selective transmission allows a receiver to request
transmission of only lost packets, rather than the lost packet
and all subsequent packets.

(6) XTP supports transport-level multicast whereby one multicast
transmission potentially replaces many unicast transmissions;
this is especially useful for sensor data distribution, time
distribution, and event synchronization.

(7) XTP supports both static and dynamic, deadline-driven message
priorities.

(8) XTP is designed for eventual implementation in VLSI; the
first chips will interface directly with FDDI.

The Computer Networks Laboratory has implemented XTP on top
of SeaNET using a 25 MHz Intel 80386, a PCbus backplane, and both
Proteon and IBM 4/16 Mbps token ring interfaces. The next project
will be to develop XTP on top of FDDI using Motorola 68020
processors, a VMEbus backplane, and Martin-Marietta FDDI token ring
interfaces.

5.3 Fiber oOptics Investigation

Sperry Marine has investigated fiber optics use aboard vessels
for several years. Our optics laboratory has participated in the
development of many sophisticated devices, including fiber optic
gyros and other fiber optic sensors.

Sperry Marine's parent company, Newport News Shipbuilding
(NNS), is heavily involved in the building of Naval vessels.
Because of the emphasis on fiber optics in the U.S. Navy, NNS must
determine ways of designing and implementing the new ship-of-the-
future which will have fiber optic cabling throughout. The
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advantages of such a ship would be realized in the form of wgight
and volume savings, noise immunity, security, and survivability .

A recent Sperry Marine/Newport News Shipbuilding report on
fiber optic networks indicates that the design and installation of
fiber optic network components is rapidly reaching the point of
feasibility for shipboard environments. Two examples of such
components are the mil-spec fiber optic cable being designed by
AT&T and the rugged fiber optic switches being designed by Dicon.

A more specific project has been undertaken in the Sperry
optics laboratory. A prototype system has been set up to show the
feasibility of using standard IEEE 802.5 fiber optic NWCs and fiber
optic switches to produce a reconfigurable, redundant fiber optic
network. Currently, the switches are operated manually from an
electrical switch box. The next step will be to automate detection
of network failures and reconfiguration of the network via the
attachment stations. Additionally, an attempt will be made to
provide fiber optic cabling directly from the attachment station
to the NWC by replacing the electrical drivers and receivers with
their fiber optic counterparts.

5.4 continued SAFENET Development

Sperry Marine is continuing to follow the development of the
SAFENET standards by participating in the bi-monthly meetings. 1In
addition, design has begun on a SeaNET-to-SAFENET bridge which will
allow SeaNET to hook up to ard share data with any SAFENET network.
This will be a VME-~based unit which can later be upgraded to
Futurebus+. It will employ both the SeaNET real-time network
inter face software and XTP. A program will be developed which will
handle the protocol conversions between the two networks. This
will allow the Sperry SeaNET-based IBS to be installed aboard
military vessels today with easy expansion to the SAFENET-based
systems as they become available. Depending on the mission
requirements, some vessels may never need anything beyond SeaNET's
capabilities.

6. IMIACT ON FUTURE SBHIP DESIGN

There are several aspects of ship design that will be affected
by integration of shipboard systems using local area networks such
as SeaNET or SAFENET. First, vendors will be able to offer turn-
key systems which can literally be transported and placed on a
vessel as self-contained modules. These modules will be fully
tested in vendor staging areas in the factory and will offer plug-
an-go installation.

The integration of displays and reduction in controls which
are possible through use of these systems also manifest themselves
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in the form of weight and volume savings. Furthermore, the layout
of consoles can be better designed. Console configurations are
more flexible and can be designed to fit the mission requirements.
They can also be designed to make better use of the physical area
in which they will be placed.

One of the major impacts will be on installation of wiring.
Fiber optic cabling requires special handling. The number of
splices and connectors must be minimized in order to minimize
signal losses, The splices and connectors must be installed
properly to insure correct alignment of the fiber. Cable bends
must not exceed the minimum bend radius. Special tools are needed
to install the splices and connectors, and to test for proper
operation following installation. The shipboard environment is
certainly not the best for accomplishing this task, especially with
its maze of bulkheads and tight spaces. However, with the proper
planning and design, and with proper choice of equipment, these
obstacles can be overcome.

The advantages of fiber optic cabling greatly outweigh the
disadvantages. Where weight and volume is saved through the use
of this cable, men and supplies can be increased. The noise
immunity will wvirtually eliminate data errors caused by such
disturbances. The lack of radiated noise will make communications
more secure. As higher speed communications capabilities are
implemented, the fiber optic cabling system will be ready to
support the additional bandwidth.

7. CONCLUSION

Sperry Marine has successfully implemented real-time shipboard
communications in its SeaNET token ring network. SeaNET provides
a high speed data highway which enables the integration of
shipboard navigation, ship control, and shipboard communications
equipment. The system is based on established hardware and
software standards. Sperry Marine's Integrated Bridge technology
has received rapid acceptance by both the commercial customers and
international marine regulator bodies, such as Det Norske Veritas
(Norway). Recent evaluations indicate that Sperry Marine's SeaNET-
based Integrated Bridge technology offers Navy and Coast Guard
vessels improved performance, greater design flexibility and the
ability to keep pace with the advancements in shipboard systems.
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INTEGRATED PLATFORM MANAGEMENT
THE SOFTVARE CHALLENGE
by Clive McNab and Gary Preestone
Vosper Thornycroft (UK) Limited
1.  ABSTRACT

This paper described the challenges facing the software engineer
implementing an Integrated Platform Management System. Vosper Thornycroft
have designed and implemented for the Single Role Minehunter the only front
line Integrated System, vhere the vessel's command, control and machinery
platform make available various types of common information, eg ship speed
and ship position, useful for the efficiency of both systems.

The Single Role Minehunter‘s Integrated System improves efficiency by
allowing more flexible manning levels, through the introduction of automatic
control techniques, such as the Ships Positional Control System (SPCS).

In the continuing search for greater efficiency, warship developers will
increase the level of automation even further.

While Integrated Systems offer improvements in the operational
flexibility of a warship, it increases the demands placed upon the developers
of such systems, most notably software engineering. These engineers are
faced with the task of designing the more automated systems which are
becoming increasingly large and highly complex.

2.  INTRODUCTION

The increases in automation of the machinery platform have arisen as a
response to the need to:

- reduce mafnpower costs

- reduce operational overheads

- improve operational effectiveness
- counter skill shortages

In addition where any automation 1is introduced into the naval
environment there are the general naval criteria to consider, that is to
provide systems which have:

- low through life cost
- high reliability

- high availability

- high survivability

- high maintainability
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3.  BACRGROUND
3.1 General

Varships which are just entering service with the Royal Navy are fitted
with machinery platforms that have a greater part of their function provided
by software. Examples include the Type 23 frigate and the Sandown class of
Single Role Mine Hunters (SRMH). The facilities provided by the platforms
are made up of several systems such as propulsion, electrical power,
auxiliary and ancillaries. Individual functions within each of the systems
are often based upon microprocessor technology. One such common example is
the engine controllers of the propulsion system.

It is the softwvare in conjunction with the electrical interfaces which
change to define the functions needed for the application of, for instance,
engine control.

Even on these recent machinery platforms the systems are not entirely
integrated. For the Type 23 frigate the current arrangement is one in wvhich
the main pover system Man Machine Interface (MMI) is located adjacent to the
other platform MMIs, with integration of the systems being confined to the
secondary surveillance function.

Other recent arrangements, for example the SRMH, use a common data
highway to link the propulsion (manoeuvring) system with the command system,
but even here centralised control {rom one point is not a feature.

3.2 Integration Options

Por future platforms, as with the current ones, the options available to
the procurement agencies are a balance between technical risk and operational
costs. The choices can be summarised as:

(1) Discrete System: this is generally considered to be current
practice vhereby the systems operate independently, although the
MMIs may be located adjacent to each other in the machinery control
room. Figure 2.1 shows the arrangement of a typical discrete
platform.

ELECTRICAL || PROPULSION|| AuxiuaRY || ancitcary || STEERING DAMAGE
POWER ND
EOWER SYSTEM SYSTEM SYSTEM stADIDzen || CONTROL

1 i
SECONDARY
URVEILLANCE

Figure 2.1 - Discrete Platform Management System

3.25




(2) Integrated Platform Management System: here the machinery systems
are linked to each other via a machinery management highway (Figure
2.2). Control and measurement of, for example, the propulsion and
electrical systems can be accomplished through a common MMI
workstation. Where necessary, the machinery platform may exchange
information with other ship facilities via a communication gatevay.

ELECTRICAL PROPULSION AUXILIARY ANCILLARY
P R
sgsv%%M SYSTEM SYSTEM SYSTEM
L l MACHINERY |MANAGEMENT
GATL | HIGHWAY
DAMAGE STEERING ICA!
CONTROL STABILIZER wollkSTamio
SHIP RIGHWAY

Figure 2.2 - Integrated Platform Management System

(3) Integrated Ship Management System: the machinery systems are
linked to each other and all other systems via a ship’s management
highway (Figure 2.3). The entire ship’s automatic facilities can
be accessed through a common MMI, and the functions accessible are
not confined to the machinery systeams.

ELECTRICAL PROPULSION AUXILIARY DAMAGE
POW,%“ SYSTEM SYSTEM CONTROL
SYSTEM
NAVIGATION COMMAND WEAPONS STEERING SHIP
AIDS SYSTEM SYSTEM sTABP zer WORKSTATION

Figure 2.3 - Integrated Ship Management System

The discrete system reflects current naval practice and is clearly
viable but achieves the least reduction in manpover or improvement in
operational effectiveness. At the other extreme the integrated ship
management system can yield the greatest benefits, but it also carries the
greatest technical risk. For the softvare engineering task this can be
summarised as:

(1) Procurement difficulties in partitioning the boundaries of
responsibility to suppliers.
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(2) Project management difficulties in measuring and controlling a

large software project.

(3) Test and acceptance complications caused by the very nature of the
product, ie real time embedded systems.

(4) Commissioning complications caused by the need to undertake setting
to work activities in parallel.

(5) Maintenance complications caused by the need to validate changes
within the framework of a large system.

(6) Extended risk as the suppliers depend on each other, and failure of
one to meet their requirement could impact on the other suppliers’

performance.

The Integrated Platform Management System (IPMS) and Integration Ship
Management System (ISMS) although suffering similar complications, differ in
the scale of the software challenge. IPMS recognises that the information
exchanged between the platform and the ship’s highway can be limited, and as
a consequence achieves a substantial reduction in risk. Table 3.1 which
follows illustrates the possible systems that an Integrated Platform

Management System might contain.
TABLE 3.1

POSSIBLE SYSTEMS VITHIN
AN INTEGRATED PLATFORM MANAGEMENT SYSTEM

MACHINERY CONTROL AND SURVEILLANCE

PROPULSION ANCILLARY AUXILIARY
Main Engines Sea Water System Chilled Water System
Shafts Fuel 0il System Fresh Vater System
Clutches Lubrication System Air System
Couplings
Gearboxes

ELECTRICAL POVER MANAGEMENT

Generation
Distribution
Propulsion Motors
Conversion




STEERING AND STABILIZATION

Rudder Control
Stabilizers
Ballast

DAMAGE CONTROL AND SURVEILLANCE

NBC Detection

Fire Detection
Flood Detection
Fire Control
Ventilation Control

Vhile IPMS does reduce the size of the task it still contains a large
amount of software. Already the expectations of softvare as a method for
changing systems easily and cheaply have not always been fulfilled. The
questions facing both platform suppliers and procurement agencies is, how can
the software be controlled in terms of both risk and cost?

4. REDUCING COST AND RISK

4.1 General

The production of an IPMS will be a highly complex task involving tens
of thousands of man hours of effort. The management of this task in terms of
delivering on time, within budget and meeting the expectations of the
customer is difficult.

Some of these aspects are described as follows:

4.2 Risks in Procurement

The functions needed for effective operation need to be adequately
specified when procuring the systems from separate suppliers. One frequently
used method is to identify the behaviour in terms of a textual requirement.
This is used to partition up the system into separate procurement packages.
These requirements can be difficult to check and may be contradictory
especially around the interfaces between systems, for example the propulsion
and electrical systems.

To overcome some of these potential engineering difficulties the
customer is adopting more rigorous technical methods in their specifications.

4.3 Project Management Difficulties

Project Management of a software task as large as an IPMS is inherently
difficult. Within such a system there may be thousands of interfaces and
functions to be specified and produced. In addition, the task carries a
major overhead as a large number of softvare engineers will be involved.
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Production of code has often been perceived as the main focus of project
managements’ attention, particularly vhen timescales for delivery are tight.
This has encouraged the emphasis awvay from performing a thorough analysis and
design.

Recent figures indicate that 64% of softvare errors are introduced in
the analysis and design phases, and of these some 457 remain undetected until
customer acceptance. This of course is a major source of customer
dissatisfaction. In addition the cost of error correction increases the
later in the software life cycle the errors are discovered. For the
platforms currently entering service, such as for example SRMH, the trends
have been towards placing more emphasis on the analysis and design phases,
vhere error correction is relatively cheap. For project management the
difficulty with this approach has been the visibility of progress. To
overcome this, most current methods use, as a means of assessing progress,
the validation and verification milestones at the end of each development
phase, for example analysis, design and coding.

4.4 Testing Complications

The large software systems that make up the platform will contain
softvare which is time critical in responding to events from the environment,
for example a surveillance system will need to stop an engine should the oil
pressure fail. These event stimulus may result in complex scenarios for the
system to manage. Testing for all eventualities is therefore seen as
essential, but this is seldom achieved due to the complexity of the task.
Figure 3.1 shows the traditional testing based on a ‘bottom up’ technique,
starting with low level unit testing through softvare integration testing,
system integration and finally acceptance testing.

Incremental integration is a common strategy used where each function
and code path is tested as the software is constructed.

The 'bottom up’ technique attempts to demonstrate that the software
products from each development phase satisfy the requirements. It can be
characterised by:

(1) Consuming 50X of the time and resources of a project.

(2) It is difficult for management control.

(3) It involves large quantities of low quality testing.

(4) It terminates when the project runs out of patience.

A further feature of this system development is the lack of traceability
of the initial customer requirements which resvlts in the lover level tests
being performed against an interpretation of the requirement that is the
result of two to three layers of abstraction. This results in deviations

from the requirement only being discovered in the later stages of the testing
cycle vhen they are more expensive to rectify.
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Figure 3.1 - Software Testing Cycle

One way to counter these deficiencies is to have full traceability of
requirements. This would enable the lower level of testing to be performed
with the confidence that specified customer requirements have been met.

4.5 Commissioning Complications

The IPMS may contain systems produced by separate suppliers which are to
be integrated to provide the facilities of the platform as a wvhole. During
this risky integration phase, extensive delays to the ship’s programme may
occur, should any one of the separate suppliers encouter unforseen
difficulties. The dependency of the suppliers on each other is therefore a
major consideration where for example, one system requires data from another
to successfully operate. One very common problem area could be the control
of message compatibility along the machinery management highway.

One of the most successful ways of addressing this problem has been for
the shipbuilder to adopt the role of machinery management highway custodian.
This role involves integration planning, and risk assessment as well as
defining interface protocols.

4.6 Maintenance Complications

A potential drawback with an IPMS is when changes occur to a particular
system. Consideration needs to be made as to how such changes affect other
systems and hence the platform as a whole.
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Good design practices such as loose coupling and data hiding principles
can go a long way to solving this potential problem, in conjunction with the
continuation of the role of machinery management highway custodian.

4.7 Extended Risk

Outside the scope of this paper as the main controlling method is
probably cost penalty.

4.8 System Methodology

The requirements for software that has real time responses, highly
concurrent processing and unique hardware interfaces, which are all aimed at
a target system that does not support the development environment, add up to
a remarkably complex softvare task. If you then add in formal documentation
and methodology requirements, plus maintenance for a one to thirty year
product life cycle, you are looking at an order of complexity not found in
most previous software developments.

Even with t! . d.screte platform systems currently entering service the
key to managing this complexity has been to develop software within the
framevork of a -ystem methodology. Figure 3.2 shows how such a framework is
constructed, which includes both methods and management contro..

eg Procedures
Quality Systems
LHe Cycle Systems

Mathod Support

Figure 3.2 - System Development Methodology

The general capabilities that the system methodology must have are:
(1) Technical Methods

(a) The capture of the requirements precisely, without ambiguity
or duplication.
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(b) Traceability of the requirement throughout the development
phases of, for example analysis, design, implementation and
test.

(¢) The flexibility to accept changes in the requirement easily
throughout development.

(d) Methods for partitioning the problem into smaller easier
understood packages.

(e) Tools for modelling all the aspects of the systems behaviour,
for example dynamics, data and objects.

(2) Management Systems
(a) Methods for validating and verification.
(b) Methods for measuring and controlling progress.

(c¢) Guidelines for producing design and maintenance documentation
to the required standards.

(d) A metrics collection system to improve estimating on future
projects.

(e) Methods for controlling changes and baselines issued to the
customer.

(3) Automatic Tool Support
(a) Technical methods support.
(b) Configuration management support.

Technical Methods - Traditional requirement expression contains
reduna*‘Ey, is contradictory, monolithic and implementational. The question
often asked by industry is "Is this what the customer wants?" VWhat is
required in the initial stages of the system development process is the
ability to engineer the unstructured customer requirements to enable the
support of traceability and compliancy throughout the project life cycle. To
add to this problem it is now becoming mandatory on more recent projects, to
demonstrate how customer requirements have been met.

The traditional method of maintaining traceability of the customer
requirements is by the implementation of manual procedures. By automating
the initial requirements phase, it allows the customer requirements to be
linked to subsequent stages of the system development process. This linking
allows the dynamic wupdate of compliancy relationships between the
requirements and the other stages of development. This in turn enables the
project managers to produce compliancy reports, perform impact analysis of
requirement changes and provides visibility of progress.

Complex embedded software engineering projects require a more
comprehensive approach than in the early days of embedded system development.
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Development teams novw replace the single programmer, while structured methods
for requirement analysis, design, coding, integration and test augment the
old seat-of-the pants instincts and know-hov.

Por machinery platforms, structured methods were first used on the Type
23 frigate and Single Role Mine Hunter projects of the early 1980's. These
methods were used with corresponding tool support, in order to maximise the
productivity of the teams and to allow them to remain relatively small and
efficiently managed.

These structured methods were concerned with building a series of models
of the system. The use of models is a long standing engineering practice
(blue prints, circuit drawings, prototypes) and there wvas no obvious reason
to treat software engineering any differently.

The models were a representation in miniature of the system which
highlighted the most important issues at a particular stage of development.
Different system development methods propose different models but they all
have the same common characteristics. The strategy used on SRMH was the Real
Time Structured Analysis and Structured Design (RTSASD) method which has the
important advantage of permitting expression of the required behaviour of the
system without implementation detail.

Structured methods have advantages over traditional methods in that the
models provide:

- Better communication through the use of graphics with textual
support and an hierarchic organisation.

- Management of complexity through problem partitioning and
abstraction.

- Quality assurance through evaluation criteria and iterative
refinement.

The model of the system provides everyone involved with a single visible
focus for understanding and discussion. In addition, building the right
sequence of models provides the fundamental basis for an organised
development cycle. From experience using models as a basis means that
specifications are more likely to be partitioned, non-redundant, succinct,
maintainable, unambiguous, testable, comprehendable, complete and consistent.

b. t Systems - Management systems are probably the most
important aspect of the system development process. They provide mechanisms
for quality management, progress measurement and configuration control.

For quality management the key to success is the ability to continuously
monitor the software development process. This is achieved by verification
and validation throughout the software development, or to put it another way,
to continually ask "Are we building the product right?" and "Are we building
the right product?"

Most of the validation and verification is achieved using a technique
known as the walkthrough, where a produce of the development process is
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reviewved by a group of interested parties. The phases of the software
development that are subject to verification or validation follow closely the
life cycle of:

(1) Requirements Specification - The Requirements Specification is
validated against all contractual and management material to ensure
that it is an accurate, unambiguous specification of what is
required.

(2) Structural Software Design - The Structural Software Design is
verified against the Requirement Specification and Quality material
to ensure that it specifies the architecture, control and data
structure of the software.

(3) Detailed Software Design - The Detailed Software Design is verified
against the Structural Software Design to ensure that it specifies
the organisation of the code.

(4) Coded Unit Tests - The Coded Unit and test plan is verified against
the Detailed Software Design to ensure that the implementation is
correct and the testing is thorough in all aspects.

(5) Softwvare Integration - The Software Integration Plan is verified
against the test philosophy and strategy specified in the
Structural Software Design.

(6) System Integration:

(a) The integrated software is tested as a whole in its
deliverable form, ie firmware.

(b) It is validated against a system test specification which has
been derived directly from the requirements specification.

(¢) The system will be tested as a whole, including any items
other than software, ie electronics, mechanical items etc.

(d) Functional and performance criteria form a major part of these
tests.

(7) Pactory Acceptance - Factory Acceptance Tests are derived directly
from the system test specification. These tests demonstrate to the
customer that the system will fulfill its required function and
performance.

Various metrics have been suggested for measuring software development
quality and progress, these range from the rate of error removal through to
the lines of code produced. All these methods have their own strengths and
weaknesses but most of them rely on tangible output, ie lines of code. This
measurement is seldom adequate for systems as large as the IPMS where
development time is lengthy before any code is generated. One practical way
to gain visibility of actual progress is to measure the validation and
verification milestones which occur throughout the development cycle.
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It is essential to have metric collection programmes which measure
factors such as complexity, code size and software engineering experience, so
that these can be used in conjunction with software estimation methods, for
example Constructive Cost Models (COCOMO), to predict more accurately,
delivery dates and budgets for both existing and future systems.

One area of increasing emphasis is the need to produce software to a
specific reliability figure. This cannot be achieved without a comprehensive
metrics programme which measures, for example, the error removal rate. This
particular metric can be us<? to predict reliability growth patterns for the
softwvare.

Finally, the whole of the system development process needs to be
controlled and managed to allow changes to be implemented with minimal risk.
This is achieved by configuration management which is ‘the discipline of
identifying the software components of a continuously evolving system for the
purpose of controlling changes to the software and maintaining integrity and
traceability throughout the software life cycle’. Configuration management
enables configuration control to be implemented which is ‘the discipline
wvhich ensures that proposed changes shall be prepared, accepted and
controlled in accordance with set procedures’.

Thus configuration management ensures that precisely the specified
softvare is produced and issued and it also Takes the production process
visible.

As a minimum the configuration management process should provide the
facilities detailed below:

(1) Controlled access to a securely held set of software.

(2) Automatic enforcement of administrative, modification and quality
control approval procedures.

(3) Administrative support for QA activities.

(4) Help for project managers in establishing and maintaining software
production procedures and standards.

(5) Help to project leaders in organising and controlling software
production.

The only constraint is that the configuration management production
overhead should be small to make it cost effective.

c._ Automatic Tool Support - Underpinning the technical methods and
management systems is the need for a complementary set of integrated tools.

Having determined the methods and techniques to be used, the choice of
the tools to support them will be influenced not only by their ability to
support the chosen method, but also by their ability to interface with one
another, allowing automatic, safe transitions from one phase to the next.
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A point worth emphasising is that the tools are only there to support
the methods. The success of producing a real time embedded system still
depends on having an abundance of skill, knowledge and creativity in the team
wvorking on the project. The tools will then alleviate the tedious, time
consuming aspects of the work allowing the system to be produced on time,
wvithin budget, meet the specified quality standards, and at the same time
reduce through life costs.

Finally in order to achieve maximum combined effectiveness of the
methods, tools and hardware platforms, a rigorous definition of how they are
to be used together to achieve the project goals has to be produced.

5. POST DESIGN SUPPORT (PDS)

5.1 General

The technical risk is significantly lowered once the new system has been
commissioned, and therefore known to fulfill its requirements. As the system
enters the post design phase, procurement agencies are now faced with the
problem of balancing between costs and the time taken to make a change.
Vhereas previously, during the design phase the problem was one of balancing
between costs and technical risks.

5.2 Sources of Change

The sources from which change can originate are summarised as follows:

- Rapidly changing technology may force changes to interface software
as obsolete hardvare components are designed out.

- Rapidly changing technology may force changes to the software as
the tools for supporting the system become obsolete. Examples
might include the host development computer and software language
compilers.

- Requirement changes as the systems are used in nev ways not
foreseen by the designers but which improve operational efficiency
even further.

- Equipment faults discovered as the systems are used. This may be a
common source of change within the first few years of the system’s
life,

5.3 Types of Support

As discussed previously, the question facing the procurement agencies
is, hov do we get changes done in a sensible time frame and at a reasonable
cost? The options available can be summarised as:

(a) Event Post Design Support: no specific suppliers are nominated for

the post design tasks. As changes are needed they are considered
in isolation and placed as separate contracts.
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(b) Continuous Post Design Support: dedicated resources are set aside
by the suppliers nominated for the post design tasks. Changes are
made on a continuous basis by a support team and softwvare updates
can be released periodically.

Event Post Design support can be clearly the most cost effective. It
does however have serious drawbacks which are:

- original design team is disbanded and the applications knowledge is
lost.

- minor changes may become prohibitively expensive as the system is
re-learned by a new team perhaps for each change.

- minor changes will take considerably longer.

- hardware vehicles for validating changes to the software need to be
rebuilt for each change.

- delivery dates will be poor as a team is recruited for the change.

Continuous Post Design Support overcomes these issues with a subsequent
higher cost penalty while the team is maintained during slacker periods.

Probably the best solution for the procurement agencies is a combination
of the two Post Design Support Methods. In the early lifetime of the system
adopt continuous post design, here the changes needed will occur frequently
and be needed quickly. Experience invested in the design is then held intact
and should there be any slack periods these can be utilised to increase
productivity, by for example, improving documentation. Once the systems have
matured, and changes become less frequent then the event driven post design
method may be adopted. However, no matter which method or combination of
methods are preferred there will be difficulty in maintaining the host
development computer for periods of thirty years and in keeping engineers who
are villing to maintain the older systems.

6.  CONCLUSIONS

Recent machinery platform systems have allowed suppliers to prepare for
the software challenge facing them when new more integrated systems are
procured. The key to this preparation has been the development of rigorous
system methodologies which are comprised of three basic elements; management
practices, technical methods and automatic tools. It is these systems which
allow the risk of large software development to be controlled. Most of the
methods now used allow the supplier to focus software solutions around the
system requirements, rather than the technology needed to implement such
systems. Cost control, again a notoriously difficult area in software
development, has also improved by the introduction of metrics and estimation
systems. In short, the technical and cost risks for producing the highly
complex softvare needed in an IPMS can be successfully managed by developing
the system under a rigorous environment which allovs adequate specification
of the boundaries for each system.
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INTEGRATED PLATFORM MANAGEMENT SYSTEMS - GOALS AND OPPORTUNITIES

by David Stead
and Denis L. Prager
SEMA Group Systems Limited

1. ABSTRACT

The procurement of a new vessel offers a great deal of freedom in the specification of the ship control
machinery and associated electronic control and surveillance systems. The ship platform system
comprises many subsystems each of which is further decomposed into individual units. The extent of
this cquipment is such that its operation places a significant load on operators and maintainers which
is unlikely to be acceptable in future platforms. Advances in information technology make it possible to
integrate the various control subsystems so as to provide a centralised highly automated user interface.
This will allow a well defined interface to the command system to be introduced, manning levels to be
reduced, and improvements in maintenance and reductions in long term costs to be achieved. The paper
considers the requirements of such an integrated system, and highlights the design and development
issues that must be addressed to meet these requirements.

The paper surveys the opportunities that arise in terms of for example new system architectures,
technologies, human factors and standardisation and argues that in order to be successful such a
development must be controlled by an overall System Design Authority.

2. INTRODUCTION

Sema Scientific (formerly CAP Scientific) has been involved in integrating platform systems for the
past decade, and has been involved in platform systems since CAP Scientific's formation.

An Integrated Platform Management System will encompass the following systems:

. Propulsion including propeller, prime mover and gear box.
. Propulsion Auxiliaries

. Auxiliaries

. Electrical Generation and Distribution

. NBCD control

The system would be expected to be extendable to include other ship systems and in particular allow
for interfacing to the Command System.
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In Section 3 we define the scope of the Integrated Platform Management System and discuss the
requirement in Section 4.

Section 5 discusses the current state of the platform systems, and suggests some future goals, which
should be used to measure the effectiveness of any new architectures.

We discuss the proposed technological features of the system in Section 6 and conclude by stating the
need for a System Design Authority to co-ordinate and manage its development.

3. OVERVIEW OF THE PLATFORM SYSTEMS

The term 'Platform Systems’ is generally used to encompass the following:

. Propulsion including propeller (controilable or fixed pitch), prime movers, shaft line,
brakes and gearbox.
. Propulsion Auxiliaries including Steering and Stabilisation System, Main Forced

Lubrication System, Main Lubricating Oil Transfer and Renovation System, Low Pressure Sea Water
System and Fuel Supply Renovation and Transfer System.

. Auxiliaries including Refrigeration System, Special Services Air System, Avfuel System,
Desalination System, Sewage System, Fresh Water System and Bilge and Sullage System.

. The Electrical systems including Electrical Generation and Electrical Distribution.

. NBCD systems including Chilled Water System, Ventilation System, Low Pressure Air

System, High Pressure Air System and High Pressure Sea Water System.

. Damage Control including the state of the ship with respect to fire, flood, smoke, stability
and the operational state. The operational state includes the state and requirements for hatches and
other compartment penetrations.

An Integrated Platform System should therefore cover all the above systems but in addition take into
account the future need to supply and receive information from Weapons and Navigation Systems.

4. MOTIVATION FOR INTEGRATED PLATFORM MANAGEMENT

The requirement for an Integrated Platform Management System is driven by the need to achieve
overall ship-wide improvements in the following areas:

. Cost.

. Vulnerability.
. Safety.

. Availability.
. Flexibility
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We will examine each of these in turn, starting with cost.

41 Cost

Cost is almost always a prime motivation for change. Clearly the development and production costs
of an Integrated Platform Management System will introduce an increase in the initial ship purchase
price although there may be some scope to re-use components from existing equipments. The scope for
cost benefits therefore derives entirely from any potential reduction in through life costs.

The reduction in through life costs would result from better utilisation of the manpower, utilisation
of the longer mean time between failure inherent in the newer technologies (and allowing a possibie
reduction in spares), and the ability of the system to accommodate change and expansion. If change and
expansion can be achieved with minimal disturbance to the ship then this would have a significant

effect on refit costs.

An Integrated Platform Management System should also be able to improve the performance and the
economies of operating the ship systems, and not only in terms of optimising performance of a single
ship's systems. It would also allow interactions between various systems to be used effectively instead
of independently operating each system as at present. Control interactions from one system would
produce feedback parameters on a second system. If these feedback interactions were anticipated then
the second system may assist and certainly would not resist the stimulus from the first system.

The benefits arising in terms of manning depend on the mode of operation:
. Normal Operation Use.
. Harbour Watchkeeping.

Planned Maintenance.

. Breakdown Maintenance and Breakdown Manning.
. Training.
. Special Sea Duties.

Table 1 gives a breakdown of typical current manning levels.

Normal usage relies on the watchkeepers in the ships control centre (whether located in a specialist
room or within another compartment), and roundsmen. Currently the watchkeeper is an experienced
highly trained individual who has to scan information and decide when the information deviates from
its normal position. He is assisted in this by a surveillance system which annunciates warnings.
Corrective action is not initiated unless either the operator notices that the information is abnormal or
that a warning level has been exceeded. Slow changes in information do not readily trigger the

operator to take corrective action.

The Roundsman is similar to the operator except that the collection of data has to occur from a non
centralised position. He spends much of his time moving from one source of information to another source
of information and recording the readings. Much of the expertise of the Roundsman has been dissipated.
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Sound often triggered the Roundsman to instigate an investigation. Similarly the Roundsman would
notice increases in temperature in locations where there were no sensors and again instigate an
investigation.

Normal operational use unfortunately covers several operating modes from action, through defence
states to cruising. In each of the modes there are various operational states. The manning levels
through the state will vary enormously, however the peak occurs during action states when man power
is called into use to ensure that only current information is used in directing the ship and if any systems
is damaged (or fails) the operators will already be in place to take over the running of the damaged
equipment. In performing the control role for the damaged systems the operators will have indelibly
noted the information related to those systems and will continue to manually update the information.
This will enable operation of the function in spite of the damage to the system.

When a ship is in harbour some machinery still continues to run. This requires the use of roundsmen
and watchkeepers to ensure that platform systems will not be endangered. When entering and leaving
harbour and during re-fuelling at sea it is necessary to call up "special sea duty men". These personnel
are required to maintain a close monitor upon certain instrumentation or cquipment. The equipment is
selected such that if it failed it could endanger the ship if remedial action were not immediately
effected.

From the above discussion it is clear that the roles of the watch keeper and roundsmen is extremely
diverse. However in essence their tasks are related to two basic functions:

. The implementation of command decisions.
o The distribution of data.

The command decision role consists of either receiving or making a command decision and then
amplifying this decision so that an operator or the operators can implement it.

The distribution of the data enables that operator to either make his own command decisions,
implement command decisions or filter the information sufficiently so that it can be passed back to a
superior in order that the superior can evaluate the data and make the correct command decision. The
following figure shows "Command Decision” implementation and information filtering
diagrammatically and expresses the amplification of command decisions and the filtering of
information.
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Command Decision Information

Key: ® Amplification of command decision or command decision,
also assessment of data and filtering of information.

Implementation of command decision,
assessment of data and filtering of information, to pass
through the command structure.

‘ Command decision implementation and Information
Filtering.

The goal of the Integrated Platform Management System therefore must be to assist them in these
tasks, reducing the manpower requirement at the same time. It is clear that the reliable availability
of information from all relevant sources at a central position is the key to achieving this goal.
However, a degree of intelligence must then be available within the computer systems at the central
positions to ensure that the operator workload doe not become excessive. Intelligence is also catled for
to replace the experience of the roundsman in fault diagnosis and failure prediction. Having placed
such a heavy reliance on the information system, survivability of the system is paramount.

Unplanned maintenance causes malfunctioning equipment to be either shut down or run at a stcady
state while maintenance is achieved. Steady state running during a breakdown requires additional
personnel to be called up to monitor the systems to ensure that no further damage can occur.
Additionally personnel required to repair a breakdown are usually highly skilled and work at the
location of the breakdown either using built-in test equipment or by using special test equipment.
Current special and built-in test equipment usually analyses down to the zone of the fault and speedy
fault finding still requires an experienced operator to operate the test equipment. The need tor
unplanned maintenance must clearly be eliminated as far as possible.

Planned maintenance has been an area where improvements have occurred during the last decade.
Much of this improvement has resulted from merely timing the period of use for the cquipment.
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However, it is recognised that greater improvements could be achieved by condition monitoring and by
the use of more extensive computer based diagnostics aids. These must be incorporated in any future
Integrated Platform Management System.

Training currently requires the use of handbooks supported by out-of-use equipment. Except in the case
of procedural trainers, training is not interactive and normal operators can not anticipate unusual
situations and their re-actions cannot be developed. In the future Integrated Platform Management
System we can reduce the time devoted to off-line training by incorporating training aids in the system
and making them realistic enough to train personnel in coping with all scenarios. On-board training
makes use of otherwise wasted time and reduces the overall manpower requirement by saving the
resources that would be devoted to on-shore training.

42 Availability, Vulnerability and Safety

Availability, Vulnerability and Safety are closely coupled system parameters. Vulnerability
would be reduced by increasing the likelihood that any failure in one system would be covered by the
availability of an alternative system. Safety would be improved in a similar manner to vulnerability,
except that the alternative system would be active and checking the states of the first system.

Key factors which impact upon vulnerability and safety are:

. Interactions with other systems.

. Dependencies on other systems.

. Redundancy within the system.

. Interlocks and information from other systems.

Extensive improvements have been achieved in the last two decades by the use of interlocks and
redundancy. Unfortunately the use of single interlocks has resulted in an increase in the system
unavailability.

Reliability has been increased by duplication of key equipments, however there has been an
unfortunate side effect of drastically increasing costs, not merely doubling in costs but often trebling or
quadrupling costs as the equipment has to diagnose when to use its redundant sections.

Safety has been increased by monitoring dependencies and increasing the number of interlocks
internally and from other equipments. Accidents still occur and there is further scope for improvement
in both vuinerability and safety.

The significant developments in electronic systems over the past decade should enable a fresh
approach to be taken in developing systems that meet the combined targets of reliability,
availability /vulnerability and safety in a more cost-effective manner than in the past. This clearly is
a requirement for future Platform Systems and can only be gained by deploying world-products which
through their wide market exposure have been given the opportunity to mature more satisfactorily
than the custom-fashioned systems which have been deployed to date.
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43 Flexibility

The previous decade has also seen an acceleration in the rate of change of electronic computer
facilities. Decisions on whether to incorporate a change or to wait for further developments has been a
major headache. Usually the incorporation of advances will necessitate the scrapping or major
modifications of an existing system. Architectures for future Integrated Platform Management System
must be be expandable and amenable to change without major impact on the existing structure. This
points decisively in favour of using internationally accepted system communication and interconnection
standards.

5. MEASURING THE ACHIEVEMENT

To evaluate any solutions we must have a set of goals which outlines the requirements. Probably no
single solution will satisfy all the requirements, however a clear definition of the goals will allow the
most appropriate solutions to be evaluated. This section is intended to define the goals.

The present systems and any future systems will have the following critical requirements:

. No single failure will fail the entire system.

. Multiple failures will leave the remaining systems operative.

These requirements must be satisfied.

In the earlier section we found the major cost driver to be Through Life Costs. Through Life Costs were
mainly associated with manning and with system enhancements. Table 1 defines our current manning

requirements and Table 2 defines a goal for the future.

Analysis of the manning levels, currently in place, and towards a future goal shows that we will
have to address two areas in particular:

. The reduction of operator manning levels required for special sea duties, defence watches
and action stations.

. The reduction of manning levels required for both planned and unplanned maintenance.

The high manning levels inherent in special sea duties, defence watches and action stations are not
actually required for the operation of the system. They are required to observe the system, familiarise
with the system states and then to take over contro) of the system in the event of a failure or damage.

High manning levels are required for planned and unplanned maintenance. The unplanned
maintenance would be reduced by more effective planned maintenance and/or by increasing the
meantime between failures for the various systems,

Maintenance manning would also be reduced if faults could be diagnosed more rapidly or by having
systems which were quicker than the current systems to repair.
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If system meantime between failures could be increased, maintenance manning could be reduced and
one of the reasons for the standby manning during special sea duties etc could be reduced. It must be
recognised however that the critical systems could fail because of information supply failure and this
is the state which occurs once action damage has been sustained by a vessel.

The second through life cost driver was flexibility of the system for enhancements. When a system is
totally autonomous space and power are the only new requirements imposed on the ship. However most
new systems require information or will modify the information supplied from other existing systems.
Table 3 shows the current situation for interactive systems and a goal for future systems.

One of the required crit~ria for any design is minimising vulnerability. To discuss vulnerability it is
necessary to have a definition of its meaning. We would propose the following sub-set in any definition:

"Minimising the number of systems effected if one system is damaged".

Some systems currently only have local controls, hence there are only vulnerable to local damage.
Many systems have local and remote controls, in these cases damage in two locations could effect that
single Plant.

Future vessels are anticipated to reduce manning, and with this reduction in manning it will not be
possible to have as many roundsmen and hence remote control will become more prevalent.

Most remote controls have currently been concentrated in a single control compartment. The loss of
this compartment would result in widescale loss of remote control. All plant could be controlled from its
local positions however coordination and manning levels would have to increase drastically from a
single action. With respect to our definition, the number of systems affected if the remote control
location were damaged and there is only a single remote control position, this configuration maximises
vulnerability and is therefore highly undesirable.

Table 4 shows the current vulnerability and a desired goal.
Manning levels both in terms of operability and maintainability are a function of many variables
Table 5 shows the variables for both operator and maintainer. The table shows the functions that could

be modified to affect the manning.

Safety has already been given a high priority on present day vessels. The safety of future systems
and vessels should not be any less than current safety standards.

6. TECHNOLOGIES FOR INTEGRATED PLATFORM MANAGEMENT SYSTEMS
Our study has shown that there are a number of key target improvements that are essential to
properly benefit from the development of Integrated Platform Management Systems. We summarise

these first before discussing their impiementation.

6.1 Key Targets

Manning

a. _ Operators
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. Increase the amount of automated surveillance and ensure the surveillance is cognisant of
the ships operating state and the trip values that should be representative of that state.

. Reduce the number of operator tasks.
. Reduce the complexity of the tasks and allow a lower skilled operator.
. Reduce the number of standby operators necessary and still ensure that failure or damage

does not endanger operations.

. Decrease the training time.
b Maintainers
. Ensure that the systems are engineered such that the components can be replaced more

quickly than is the current practice.
. Enable faster diagnosis of the failed components even with a lower skilled operator.

. Improve the evaluation of the effective duty time that any equipment has sustained in
order to enable increased times between maintenance.

Vulnerability
* Decrease the vulnerability caused by the loss of the remote control station.

Expandability and Flexibility

. Reduce the changes to hardware and wiring on existing systems when new systems have to
be introduced.
. Reduce the modifications necessary to existing systems to enable data to be extracted from

those systems for any new systems.

The following section describes how these targets may be met.
62 Meeting the targets

Vulnerability

Our vulnerability target requires that we reduce the susceptibility of the system once the remote
control position is lost. Our options are as follows:

. Remove the remote control position (this is not a viable option as it conflicts with the need
to reduce manning).
. Distribute the remote control position (again this is probably not a viable option as

distributing the remote control position would increase the number of operators).
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. Create an alternative remote control position to take over in the case of loss or damage to
the first control position.

Most of the control and surveillance data supplied by auxiliary systems is digital and has low data
rate. Currently it is often supplied by direct wiring from the local control panel to the remote control
panel. Each of the picces of information is contained as a single signal, and each system is managed as
an entity. Figure 1 shows the current configurations. Figure 2 shows the same architecture but with a
second remote control position.

L]
L]

RP = Remote Position

e
5
[}
V5

-—mmem

Power Power Power LP = Local Position

Plant Plant Plant

Figure1.  Current Local and Remote Contro! and Surveillance

RP = Remote Position

LP = Local Position

Plant Plant Plant

Figure 2.  Future Local and Remote Control following the existing architecture.

The cost of increasing any system by this Figure 2 will be prohibitive as it would require between
1,000 and 10,000 cable cores.
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Any system to provide a second remote system must therefore be linked via a multiplex data link,
which may be implemented for example as a Local Area Network. Figure 3 shows a suitable
configuration. The complexity of the electronics in the local position and at the remote position has
increased. Each position now includes a multiplexer and de-multiplexer for the data and then
conversion from the multiplexed dat: to the communications driver.

RP = Remote Position

L

N
Power Lp | Power Power Lr

LP = Local Position

Plant Plant Plant

Figure 3.  Future Local and Remote Control using a Multiplexer Architecture

This architecture cfficiently provides data paths for local position plant data along 2 independent
routes to 2 (or more) remote stations. If a ring network is used, there is further scope for path redundancy
in that a ring breakage in each ring could be tolerated.

Flexibility and Enhanceability

Our goals for flexibility and enhanceability are to reduce the amount of hardware change necessary
when a new system is introduced and to reduce the amount of modification necessary within the existing
systems.

If hardware changes are to be minimised then existing interfaces must be flexible enough to
accommodate change. This constrains us to using a multiplex data link, such as the Local Arca Network
proposed above to link the Local and Remote Positions. It may be acceptable for plant transducers to be
connected to the Local Panel via discrete links, but if transducers themsclves were intelligent and
connected to the Local Panel via a multiplex digital link then this would allow for even greater
flexibility. It should be noted that additional Local Positions can be added to the main network with
minimal hardware impact, as can new external system interfaces, for example to a Command System.

A common requirement for change is for an additional item of data to be monitored by the system.
Future platform management systems need to be far more tolerant to such changes which should be
possible without major software upgrade and achievable during in-service operation. There are of
course complex configuration management problems which need to be taken into account if this degree ot
adaptability is to be provided..

3.54




Although standards already exist for various types of multiplex data link the format of the data
within the data links, in the majority of cases, have not been agreed. To achieve the desired
flexibility and expandability would require not only that the data link be defined but also the format
of the messages to be transmitted. It is essential that the data link standard employed is one that has
been adopted widely within the international community so that its maturity and the level of support
given to it is adequate.

Reducing the manning of any future vessels will depend on reducing the number of both operators and
maintainers.

a. Operators.Our primary objective is to reduce the number and complexity of tasks
performed by operators. The history of Platform System automation shows that most effort has been
concentrated on producing a centralised surveillance system leaving many control tasks as manual
activities. This has allowed some reduction in the number of operators, but very little has been done to
assist in interpreting the information that is presented to the operator by the support systems.

To further reduce the centralised operators tasks it will be necessary to provide a level of data
interpretation so that information that it outside the norm is presented to him as a priority, and the
notm is context sensitive. Such systems are already well advanced in the avionics field.

Highlighting the problem areas to the operator will reduce the operator's workload. The operator
will still have to decide upon the correct procedures to correct the problem. To lower the skill levels of
the operator it is necessary to advise a lesser skilled operator on the probable corvect remedial
strategy. These advice systems are an extension of the knowledge based systems which are alrcady
becoming widely used on many industrial surveillance systems.

During the previous decade many of the more complex or fast control functions have been automated.
The simpler start/stop routines have been left unaltered. Most of these require very little logic to
decide when to start and when to stop or when to switch to a second system. If these unsophisticated
systems are automated then again the operator's workload could be reduced. Even if the task could not
be removed from the operator, action from the operator could be prompted by the system to reduce the
complexity of the operator's tasks.

When faults develop on our current complex platform systems it is often difficult for the operator to
appreciate the consequences of the fault. Evaluating the options open to him and making the correct
decision to effect corrective action requires skill and training. Usually not all the options are
appreciated by the operator and often not all the consequences are forescen. A simple solution is to
provide a list of the options available, and the consequences for each of those options. If any of the
options required further actions then these actions should also be listed within the option.

One of the problems that arises from the reduction in the role of the Roundsman will be that
problems cannot be recognised until specific sensors are triggered. These can be thermal sensors, thermo-
couples or smoke detectors. The problem with this type of sensing is that it is triggered only once a
problem has become crilical. The Roundsman often detected problems before they became critical. He
would notice anomalous hotspots or sounds. A means will have to be devised for duplicating this role of
the Roundsman.

A generalised surveillance system would have to be created covering the whole of a ship's
compartment. One generalised system could be an infrared picture of the whole compartment. The
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thermal signature of each piece of equipment in the various running modes would be identified. If the
thermal signature deviated from an expected signature then the operator could be triggered into calling
extra manpower to investigate the problem.

A simple two dimensional picture of the compartment could provide sufficient data to prove that a
Roundsmen was required for an investigation. A more productive approach could be to build a three
dimensional image and collate the three dimensional image with various operational information
within the plant management system. The temperature at a particular power setting or operational
mode would be registered as a norm. Deviation from the norm would be used to trigger the operator into
instigating some action. Conventional closed circuit television monitoring is also a viable operator aid.

An area which requires considerable improvement is that of the human-computer interface. Various
types of flexible display system have been tried during the past decade. Touch screens, flexible
keyboards, reconfigurable function keys, tracker balls and light pens are all tools in the armery.
Windowing and pull-down menus are likely to be a feature of any future systems. It is also essential
that the operator be given the freedom to configure the formats of displays to his requirements so that
the on-line modification of mimic diagrams, for example, is a facility which will become the norm.

In summary the operators tasks would be reduced by following the following the strategies:

. Increasing the sophistication of the surveillance system including data filtering and
interpretation.
. Increasing the coverage of the control systems such that the simple systems are also within

the scope of the system.

o Prompting the operator with suggested actions during normal activities to ensure effective
utilisation of equipments.

o Prompting the operator with suggested remedial actions once a fault has been recognised or
has been recognised as developing.

. Replacing some of the Roundsman’s monitoring role with a general surveillance facility.

. Providing an effective and efficient human-computer interface.

b. _ Maintainers. The following aspects require improvement:

. Ease of repair.
. Improved diagnostics.
o Improved life prediction.

Improvements in ease of replacement of components have already occurred during the past decade.
Modularisation and better selection of line replaceable items have enabled mean time to repair to be
reduced. Unfortunately connectors, backplanes and assemblies have as yet not succumbed to the same
improvement. These areas will require effort to reduce the mean time to replace these items.
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Built in test equipment has improved the location of faults. During the past decade, built in test
equipment has often used spare processing power to find or indicate the failed component. This
philosophy ignores external indications that can help diagnose the fault and the system also fails once
the processor or its power supply has failed.

Highly reliable (and independent) built in test equipment would increase the cost of the unit;
however the independent BITE could receive external interfaces information which when collated
would give a much more accurate fault finding picture. This in turn would give a higher probability of
diagnosis and remove some of the need for the highly skilled maintainer.

Prediction of the safe life expectancy of a component has until now been totally statistical. A life
expectancy has assumed the stress levels and has always had to err on the side of caution; that is the
highest stress levels normally attainable are assumed to be ones to which the component has been
continually subjected.

The duty cycle and power setting levels in related systems and dependent systems are now available
within the surveillance system. This data is available for life expectancy calculation. Using these
monitored parameters and the same equations as the previous statistical predictions a much better life
prediction can be calculated.

Some systems have a signature parameter. This signature parameter can be used to indicate if a
system has approached the end of its safe operating life. Some signature work has already occurred but
results to date have not been very promising.

The present most likely route appears to be extended life prediction via the use of measured duty
cycles. The work has already started on the more costly systems where extending the time of use will
save on early unnecessary replacement. This same trend will have to be extended to the less expensive
items if maintenance times and utilisation are to be increased.

A Maintainer facility in a Platform Management System would enable the collation of related duty
cycles and allow the maintainer to be directed to the most appropriate items for periodic maintenance
duties.

7. MANAGING THE DEVELOPMENT OF FUTURE SYSTEMS

A future Integrated Platform Management System poses new management challenges. The range of
engineering disciplines involved is wide embracing amongst others mechanical, electrical, clectronic,
control and software fields. To be successful system-wide considerations, for example relating to
reliability, maintainability, and availability must take precedence over individual plant or sub-
system factors. By its very nature an Integrated Platform Management System relics upon the flow and
collation of information from many sources, generally under the control of different manufacturers.
Parameters which are critical to the operation of a sub-system are often totally unimportant withiu.
the context of operating a total platform and vice versa. The trade-offs to be made are numerous and
complex.

This paper calls for standardised interfaces for the various systems. These interfaces would have to
be implemented on one or more types of multiplexed data links for which the protocols will have to be
established. A traditional problem areas for systems has been associated with interfaces and the
definition of the signals on the interfaces. Multiplexed digital data systems have increased the
problem except where a single authority has control of the specification.
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The only way to manage and resolve such system-wide issues in the design of an Integrated Platform
Management System will be to designate a System Design Authority. This is a significant and in the
UK a new and challenging role in Platform System procurement.
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VOICE COMMAND INVESTIGATION FOR
CONTROL OF MODERN CANADIAN WARSHIPS

by Lieutenant(N) K.R. Isnor BEng MEng
and Lieutenant(N) G.S. Brown BEng
Department of National Defence, Canada

1. ABSTRACT

The potential use of speech recognition technology in the
control and monitoring of computer controlled systems is receiving
increased attention. The Department of National Defence of Canada
contracted CAE Electronics to develop and test a speech recognition
system to control the SHINMACS* Advanced Development Model (ADM).
The SHINMACS ADM is a distributed microcomputer based ship control
system connected to a real-time computer simulation of a DDH-280
class destroyer. Because it combines the flexibility and
reliability of digital computers with the simplicity and ergonomics
of graphic displays, it provides a unique test environment for the
investigation of an advanced concept in the control of a modern
warship.

After a brief introduction on the theory behind speech
recognition technology, this paper describes the methodology
followed to develop a Voice Command system for SHINMACS ADM, and
it presents the results of the investigation. The overall
requirements for the Voice Command system for SHINMACS ADM are
described together with the criteria used in the selection of the
Speech Recognizer units. The system architecture is presented
together with hardware and software block diagrams to assist in the
description of the overall principle of operation.

The paper concludes with an identification of the issues which
must be addressed and the investigation to be performed before
actual implementation of Voice Command onboard operational ships.

2. INTRODUCTION

In November 1987 the Department of National Defence (DND) of
Canada commissioned a study by CAE Electronics Ltd of Montreal to

* SHINMACS: Shipboard Integrated Machinery Control System
(Registered Trademark of the Department of
National Defence)
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investigate voice recognition technology for machinery control.
This study was to investigate the feasibility of voice command in
conjunction with the Integrated Machinery Control System (IMCS) as
fitted in the Canadian Patrol Frigates (CPF) and the Tribal Update
and Modernization Program (TRUMP) ships. This project was
consistent with DND's desire to continuously improve the Man
Machinery Interface (MMI) of the IMCS.

The perceived benefit of voice control is improved operator
performance in a busy environment. An example illustrating the
potential benefits of Voice Command is the requirement to open the
starboard boost pump suction valve. Using the MMI's on the IMCS
the operator would:

bring up fuel service screen ( one button push)

move cursor to "control point" (trackball manipulation)
enable cursor selection (one button push)

saelect desired option - open valve (one button push)

Visual feedback is an on-screen graphic representation of the valve
being opened.

Using a voice command the operator would:

- issue a voice command "open the starboard boost pump
suction valve"

The visual feedback would be the same as above.

It is expected that operator performance under duress could
be improved by replacing multiple manual actions at the MMI with
voice commands.

3. SPEECH RECOGNITION CONCEPTS

There are four basic categories of speech recognition system
f;om the "user" perspective. A speech recognition system can be
either speaker dependent or speaker independent. If a system is
speaker dependent, then it requires a sample of the user's voice
to be stored. Speaker independent systems contain algorithms
designed to handle differences in the human voice, such as accents
and voice pitches.

Another way of grouping speech recognition systems is by
deternining whether they recognize either discrete isolated words
or continuous connected speech. 1In discrete systems a number of
sound patterns, such a distinct words or short phrases are stored
in the recognition system. The user must pause at the end of each
word so that the recognizer knows to search its database. The
connected speech system regquires no pause after each word or
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phrase. A recognition algorithm is used to decipher where‘each
word or phrase ends. Discrete and connected systems can be either
speaker dependent or independent.

Figure 1 illustrates a typical process used by voice
recognition units to "recognize" a spoken command. It would be
naive to suggest that these four categories are the only aspects
of speech recognition. Other techniques such as the distinction
between phoneme based and whole word template matching, statistical
modelling of sets of templates, signal transformation operations,
dynamic time warping and so on are beyond the scope of this paper
and the authors' expertise.

Successful implementation of a speech recognition system must
take a number of factors and constraints into account. Speaker
related factors are very important. Dialects and speech
variability may significantly affect the performance of speaker
independent systems., Speech variability, or the consistency that
individuals replicate words, adversely affects the recognizer.
Background noise often affects the speakers consistency.
Background noise can also affect speech transmission
characteristics, by degrading the signal and thus may cause
substitution errors.

The design of the vocabulary is an important consideration in
the successful implementation of a speech recognition system. To
minimize errors the vocabulary should be limited in size and
distinct. Enrolment, or the process of creating and storing speech
templates for matching is very important. The speaker must act
natural and enrol in the representative environment. A good
enrolment process will pay dividends 1later in system use by
increasing the recognition percentage.

4. SYSTEM DESIGN REQUIREMENTS AND CONSTRAINTS
4.1 System Constraints

The major constraints placed by DND on the contractor in the
design of the system were:

a. the system had to interface with the existing SHINMACS
ADM without any hardware or software modifications. This
meant that the voice system had to simulate the input
functions of the existing keypad and trackball, and

b. the speech recognition units had to be commercially
available.
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Figure 1 : Acoustic Pattern Matching Algorithm
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4.2 Speech Recognjtion Requirements

The preliminary requirements established in order tp condgct
an evaluation of the various available speech recognition units
were that the system had to be able to:

a. operate with a vocabulary size of approximately 160-200
words. This was based on the current page and line menus
of the MMI,

b. perform in a high noise environment. This variable is
difficult to measure since there are no applicable
standards. Therefore, this requirement was judged on
previous applications of the various speech recognition
units in comparable environments,

c. operate via a standard RS-232C serial interface,
d. allow expansion in both hardware and software, and

e. permit MMI operations to occur without undue delay. 1In
practice, recognition times are about the same for most
commercial systems, ranging from 200 to 300 milliseconds.

5. HARDWARE SELECTION

5.1 Speech Recognizer Selection

The above requirements and others were used to establish the
selection criteria for an evaluation of the available recognition
units. Two recognition units were selected to be used in the
evaluation were the Marconi Macrospeak and the Scott Instruments'
Coretechs VET 3. The Marconi Macrospeak was selected as the
preferred system due to its fast response time, expansion
capabilities, vocabulary size, success in similar applications, and
complete development tools package. The Macrospeak was the most
expensive product. All of the basic system requirements were
satisfied. The Scott Instruments' Coretechs VET 3 was selected as
the other recognition unit to provide comparison. The Scott system
was the least expensive unit that met the basic systenm
requirements.

. omputer Se tion

Several manufacturers produce microprocessors that appeared
capable of performing the VCC (Voice Command Controller) functions.
The estimate of necessary coiputer power was envisioned to be
somewhere between an IBM PC/AT and a DEC Microvax II. Since the
voice recognition systems were anticipated to have a throughput
delay of approximately 300 milliseconds, computer speed was an
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important function, although not the only priority. The
requirement was to maintain a total throughput delay from the
speech recognizer to the MMI of 1 second.

The identified computers were the IBM PS/80, the Microvax 2000
and the Macintosh II. All three processors had similar execution
speeds, but the IBM PS/80 was eliminated because it ran under a new
operating system which was not available at that time. The system
selected was the Macintosh II. The major advantages of the
Macintosh II over the Microvax 2000 were the user interface, the
expansion capability, and the cost. System software was to be
developed under A/UX (Apple Unix). The Unix development system
provided the most flexibility. By using Unix access was gained to
powerful tools and compilers.

6. SYSTEM OVERVIEW
6.1 Hardware Configuration

The overall hardware configuration is presented in figure 2.
The system consists of a speech recognition unit interfaced to a
vVCcC software package running on a Macintosh II computer. The
Macintosh II is connected to the SHINMACS ADM via the
record/playback RS-232 port of the Datapath M General Purpose
Interface (MGPI) in the MMI console.

6.2 Software Configuration

The operation of the MMI console using verbal commands is
illustrated in figure 3. This voice command set up typically
operates in the following manner [1]:

a. Incoming Data Handler. This module is custom tailored
to the voice recognizer being used. 1Its task is to accept output
from the voice recognizer, covert this data into a Standard Data
Packet (SDP), and transmit this data to the Voice Interpreter task.
This data packet contains information such as flags for connected-
isolated words and speaker dependent-~independent modes.

b. _Voice Interpreter Task. This module receives the SDP of
information from the incoming data handler and provides a
corresponding command. This task outputs commands, which are
simple integers that can be used to look-up in a master table.
This module has different run states set by arguments passed to the
executable program so that the voice system can run in an isolated
or connected mode.

In isolated word mode the voice recognizer (Scott VET 3)
chooses the target word (command) and passes along a corresponding
reference number for future use.
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iIn the connected speech recognition mode (Marconi Macrospeak),
incoming data packets are received on a per word basis not on a per
command basis as with isolated recognition. This module must
puffer incoming candidate words until enough words are gqueued to
complete a command. When this occurs the appropriate command
reference number is sent out, buffers are reset and the command
building task continues.

. and Look . This module is based on a data driven
look up procedure. Using the command received from the Voice
Interpreter module, this module finds the appropriate commands to
be sent to the device being controlled. In the present application
this module maps input commands to escape sequences that are sent
to the MMI console.

d. Machine Control. The final module transmits the escape
sequence from the command Look Up module to the machine being
controlled. The design of this task will depend upon what the
target machine expects for a communication protocol.

7. EVALUATION

The evaluation of the voice recognition units was conducted
at CAE Electronics in Montreal, March 13-15 1989. The evaluation
team consisted of eight persons, four from CAE and four DND
personnel (two Marine Systems officers, one Marine Engineering
Technician and one Marine Electrician).

The evaluation scenario contained standard operations and
typical alarms and warning conditions that an operator must handle
in the routine operation of the IMCS. This included the operation
of auxiliary and ancillary systems, and the starting, operation and
shutdown of main engines. The scenario was designed to test normal
start-up and shutdown procedures, systenm operations during engine
trips, and alarm conditions with machinery component failures. The
commands to the recognizer were also mixed with communications to
and from the Engineering Officer of the Watch (EOOW).

For this evaluation, both speech recognition systems, the
Marconi Macrospeak and Scott Instruments Coretechs VET3 were
interfaced with one of the SHINMACS ADM MMIs. Since both systenms
are speaker dependant, each member of the evaluation team had to
"train® the recognizer to recognize his/her voice by storing a
representation of his/her voice called a template. Since the
Macrospeak is a continuous recognizer, only the individual words
involved in a command need be stored as templates. The VET3 was
used in an isolated mode. This meant that every possible command

phrase had to be enroled and stored as a template. This was time
consuming.
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A three day evaluation was planned. The first day was to
begin with a familjarization of the console operation and the test
scenario. Then template training for both recognizers was to take
place. The second day was allocated to practising the test
scenario with both speech recognizers and retraining the templates
as required. The final day was to be dedicated to the actual
evaluation. The CAE personnel followed the three day evaluation
program. Unfortunately during the DND evaluation there was a
province wide power blackout forcing the three day evaluation to
be compressed into two days. To accommodate this the number of
template training passes for the VET3 was reduced from ten to five.
This affected the accuracy of the VET3 recognizer.

8. EVALUATION RESULTS

The results from the evaluation are presented as a number of
correct and incorrect responses by the recognizer to an operator
command. A correct response by the recognizer constitutes properly
identifying the spoken verbal command or rejecting an invalidq
verbal command. Likewise incorrect responses include improperly
identified verbal commands, not rejected invalid commands, operator
error and poor templates. The measure of performance for the
Macrospeak and VET3 speech recognizers was the number of correct
responses over the total number of correct and incorrect responses

and then averaged over the whole evaluation team. Overall
performances of 92.4% correct for the Macrospeak and 80.2% correct
for the VET3 were found. These figures corrected for operator

error and poor templates, were 94.9% and 86.5%. A comparison of
the results for the CAE and the DND personnel revealed that the
results were almost identical. Recognition accuracy for the
Macrospeak was 96.7% for the CAE personnel and 93.3% for the DND
personnel. Likewise the accuracy for the VET3 was 86.4% for the
CAE personnel and 86.5% for the DND personnel.

Compounding the difference between the Macrospeak and the VET3
was the fact that the Macrospeak was working in a connected mode
and approximately four templates must be recognized for each
command, while the VET3 was working in the isolated mode and each
template was a complete command.

The Macrospeak and VET3 voice recognizers both met all the
requirements and constraints established for this project. Noting
thege constraints, limitations and subjective nature of this
project, the connected speech recognition mode implemented in the
Marcopi Macrospeak appears to be more suitable. User acceptance
of voice command by the evaluation team was generally good for the
Macrospeak and fair for the VET3. The evaluation team also
indicated that the preferred mode of operation of the MMI would be
a combination of voice and manual inputs to the MMI.
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9. CONCLUSIONS

Based on the evaluation results, the feasibility of using
voice as an alternative input medium in the control and monitoring
of computer controlled systems was successfully demonstrated. As
an input medium for the control of machinery systems the system was
well received by the evaluation personnel with few problems
encountered.

The evaluation determined that speech recognition as an input
medium, rather then manual input, has the following advantages :

a. direct access to any page without the need for the menu
hierarchy:
b. less time required by the operator to perform each task:;

c. potential for the use of macro commands; and

d. the system is language independent (i.e. English, French,
etc).

However, several problems were encountered with the system.
Substitution errors, where an erroneous command was substituted for
the intended action, were noted as the most critical. Background
conversations, being picked up and acted upon as commands, was
another area that created problems. However, the majority of the
difficulties dealt with concepts involved in the definition of a
man-machine interface (MMI).

10. FUTURE DEVELOPMENTS

Future developments in voice command of MMI's for Navy ships
would incorporate additional system logic into the voice
recognition units to reduce the possibility of error. An example
of this would be the voice command "stop the number one diesel".
If the number one diesel was the only diesel running and provided
the recognizer detected the words "stop" and "diesel"™ then the
system would stop the only running diesel on the screen. Other
logical areas of investigation would be the incorporation of the
"abort" and "undo" commands. Macros that define a series of
commands can also be investigated. Examples of this are "shut down
the plant",.

Perhaps the most important area of investigation would be
incorporating the design of voice command right into a machinery
control system. The investigation detailed in this paper used a
voice recognizer that simply replaces a trackball or keypad. This
is probably not the most efficient method of incorporating voice
recognition technology and other methods must be investigated.
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SHIP CONTROL - THE HUMAN FACTORS

John A Harrison
Sema Scientific

1. ABSTRACT

Ships have evolved from relatively simple systems where most functions were
performed by hand to extremely complex ones where a very small number of people
are responsible for, and remote from, many complex subsystems. The resulting
human task in the machinery area has many similarities to those found in
command systems on the same ships.

The evolution of MMI in RN command systems over the last twenty years is
reviewed to draw lessons which should carry over into modern ship control systems.

2. INTRODUCTION

The earliest ships were fairly simple. Their capabilities were limited, but
within those limits they could be operated effectively with a combination of practical
experience and brawn. As ships grew, the need for brawn expanded in proportion,
leading to a complex organisational structure whose purpose was to operate an
equally complex mechanical system, the ship.

In the pre industrial days, although the technology may have been primitive,
the amount of distributed intelligence in the control system was very high. Even the
most humble seaman could see that a rope had broken and realise that someone
ought to do something about it. More significantly, he could do this even if his job
was carrying cannon balls and not monitoring rope condition.

It may be argued that the seaman was a 'labourer’ and so his knowldge outside
his immediate task was shallow. However, the technology used was 'visible' in the
sense that the function of most components could be inferred from looking at them.
The crew's work brought them into close contact with the equipment. They would
be familiar with the sounds made by the ship and its equipment and they would be
aware that a component about to fail 'sounded wrong' to an extent which would
make an expert system based condition monitoring equipment turn green with
envy.




The advent of powered technology did several things. It allowed ships to
become bigger and more complex in themselves, and in the case of warships, it
allowed them to carry a proliferation of ever more complicated payloads.

But perhaps the most significant change was in breaking the link between
brawn and brain. The need for men was not abolished, since the machines needed
minding. They had brawn, but they neither knew what to do nor when to do it.
They could not even take orders. Men were used increasingly as control elements.
They combined the ability to turn an order into an action with a degree of local
common sense. Compared with the machines, they were ‘managers’, even if their
jobs involved a lot of humdrum and arduous work.

As long as the equipment needed minding, the density of brain power around
the ship still stayed pretty high. The men could become proficient in understanding
their part of ship and how it worked. Continuous familiarity ensured this. What
was much less sure is that they would know what it ought to do. The operator's
view of an equipment is very different from its designer's. They can have very
different ideas about what it can and ought to be able to do. This has both strengths
and weaknesses. It means the operators will find ways of overcoming design
deficiencies to coax more out of equipment when needed, but it may also mean they
never try to make it do things they find unfamiliar or difficult.

The other problem of specialisation and localised control is that good old
human problem of communication. More specialisation means more people have
to trust others to do what they do not understand themselves in detail. There is
more interpretation, more transformation of information en route. In short, more
chance that the impossible will be asked and that the inappropriate will be done.

Following hard on the heels of power technology, came control engineering.
This really does have the power to empty the compartments. The development of
reliable servo mechanisms allows direct control and monitoring to be replaced with
output demand and alarm thresholding. The bandwidth of the human input
required drastically falls, and can be centralised. This really does allow the
brainpower density around the ship to be reduced.

3. AUTOMATION

So all the problems are over? That was the popular vision in the few
decades after the war when the potential of automatic control was becoming more
apparent. Utopia seemed to be round the corner. Manual work would be
poerformed by machine, tedious chores would be automated and the ‘electronic
brain' would schedule and organise the whole process. Has it happened yet?
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The technology is certainly there. There is an actuator for every need, there is
communications and processor bandwidth in abudance. We can construct control
systems of undescribable complexity. But it is here that we meet the limitation. A
control system will only do what we want, if its designers can wrestle with the
complexity of specifying and testing it. A monitoring system is only as good as the
sense that its operators can make of what it tells them.

These dual problems of specifying what the system ought to do and
understanding what it has done provide one of the biggest challenges of system
design. The problem is by no means limited to ship control or even to process
control. They have parallels in military and civil command systems and in many
other information systems. In fact, information is the key issue. Having solved the
brawn problem, we are now faced with the brain problem. How can we heap the
control of far more complex systems onto a far smaller number of brains, especially
since we usually expect them to do everything in much quicker timescales.

4. INFORMATION

Information is slippery stuff. Shannon's theory allows us to quantify the
information content of a signal quite precisely in terms of the number of possible
signals which could be sent along a communication channel. This is very useful for
ensuring that the interfaces between different parts of a system do not become bottle
necks for data transmission, but is less helpful for 'real information'.

For example, faithful transmission of speech requires 64kbits/second, viewed
as an accoustic signal. Statistical analysis and predictive algorithms can reduce this to
a few thousand bits/sec. In fact the message can be transmitted with a few tens of
bits per second, if we first translate it into English and then send coded text. The
information changes when we 'know what it means’. To the transmission channel
there is less information while to the listener, there is more information, since it
does not mean anything until he has understood it. This subtle difference is crucial
to understanding the way people work with machines and designing machines they
can use effectively.

The men in a ship rely on the increasingly complex collection of machines
which it contains to help them achieve a mission, but their ability to do so depends
critically on whether they can understand and take decisions based on the wealth of
data which the machines can handle. This means the interface between the men
and the machines must be designed for human capabilities and human needs. As in
most areas of human endeavour, progress comes in fits and starts with occasional
reversals. Paradoxically it is not easy to design effective user interfaces, especially
when technological motivators take over. We shall look at the progress made
during the era of rapid system evolution enabled by the advent of onboard
computers.
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5. KNOBS AND DIALS

Ships and submarines have been around for far longer than terms like MMI
and its many synonyms have. They were full of machines and they were operated by
men, but no one thought to identify the interface between the two as such. At the
basic level equipment was designed to be used. Most equipment needed controls of
various forms but these related quite closely to what was being controlled, often in a
one to one relationship with each variable.

At this level there can be good intuitive grasp of the underlying process. A
flow is controlled by a valve, a valve is screwed down by a wheel, and the pressure in
the pipe is read out by a gauge. Gauge designers take pride in producing clear
readable instruments and valve wheels are designed to be gripped so that force can be
applied. (There are, of course exceptions).

This cosy picture breaks down because it takes rather a lot of valves to operate a
submarine, and success depends on opening and closing the right ones by the right
amounts at the right times. So we impose higher level models to help us
understand the relationships between them. Flooding aft or forward tanks makes
the boat bow or stern heavy and causes a corresponding pitching moment. We can
build controls and indicators into 'pictures’ such as deck plans, piping or wiring
diagrams to help understand them. Such mimic diagram style control panels can be
very succassful, but as they get bigger we can't show both the overall scope and the
full detail, especially if the system model does not neatly map onto a 2-D
representation. This is a much more general problem, as we shall see.

6.  VALUES, SYMBOLS, AND IMAGES

A submarine may swim and breathe supported by machines which are
essentially analogue. They deal with real physical values like speed, pressure voltage
and so on. But the submarine’s mission is made of more rarefied stuff. It is a tactical
machine, and tactics hinge on information, lots of it. Intelligence about intentions
and possibilities, copious output of sensors and masses of reference information
about everything from the environment to tactics. Whilst many of the data in this
mass of information do in fact relate to physical variables, many do not. Tactical
information is primarily symbolic. It is information with a capital 'T.

Another useful broad category of information, very pertinent to a submarine,
we may loosely call 'images’. Images can be thought of as masses of vaiue, whose
overall pattern is important but where individual values are relatively unimportant,
and indeed may be quite 'noisy’. This is in stark contrast to symbolic information
where individual errors can significantly alter meaning.




7.  COMPLEXITY

Complexity is the enemy and the challenge of human information systems.
People over load under pressure of excessive information. This simple fact, well
known to psychologists, is masked by two remarkable human mechanisms. The
human mind has an appetite for pattern and order. (Pure scientific endeavour, for
instance, is driven by the urge to find order and predictability in the physical world).
By extracting pattern and order from information, by 'seeing what it means’, we are
able to handle far larger amounts than we could otherwise.

The other mechanism is more severe. Overloaded brains simply shed load. In
the case of perceptual overload, we just fail to see or hear things. Unfortunately we
often do not know what we failed to see, - until it becomes too late.

The battle against complexity can only be won by abstracting from the detail to
the underlying essence or structure of the concepts which allow people to organise
the information and make it manageable.

8. EVOLUTION OF COMMAND SYSTEMS

8.1 _ Technology Drivers

Each age of history has been driven by different concerns. Similarly, with the
application of a new technology, there is a natural progression from 'can it be done’,
through 'can it be done better, more efficiently, more cheaply’, 'how should it be
done', to 'what should we actually be doing’. This is as true of technology in
submarines as it is of technology in the office.

Introducing computers into fighting vessels was a challenge. Making them
small enough and feeding them with high grade power was an achievement. The
tasks they were asked to perform were more demanding than those being performed
by many civilian computers at the time. By supporting real time information display
and management, they were at the forefront of MMI technology.

Early shipboard computer systems pressed into service and adapted the MMI
technology that was available. Radar systems had already perfected large CRT
displays capable of high speed precision X-Y scanning. The computer manufacturers
rose to the challenge and developed sophisticated display drivers to allow large
quantities of symbolic information to be written on the displays.

The parentage of these systems is apparent at a glance; they are circular. With
an electrical generator capable of producing a square picture and a square area of the
valuable console space in front of the user available, we would not otherwise have
specified circular screens, and then often only written information in a square area
inscribed within the circie.




Television already used rectangular CRTs, but it took a while for the glassware
to find its way into high performance military displays. TV display technology itself
was in a much lower league. We could not seriously contemplate TV style raster
technology for high density information displays until digital storage had become
much faster and cheaper. In the early '70s, core storage would have been too slow,
and at around 4p per bit would have cost several hundred thousand pounds, (more
than the cost of the computer systems of the day), to support one screen of what is
now a standard technical workstation, commercially available, for under ten
thousand pounds, with its own built in computer.

Two decades ago, military display systems led the field. Only very high value
civilian tasks were supported by such technology. Now the high grade raster display
has came into its own thanks to the phenomenal advances in cheap semiconductor
store. Raster displays are more energy efficient than cursive ones, and more
amenably offer multi-colour pictures. They allow the generation of the picture to be
divorced from its refresh, (the main headache of cursive displays). This means a
screen-full can be displayed as easily as a few symbols, but at the cost of storing the
screen image in a bit-thirsty way.

As memory prices tumbled, more and more commercial jobs could afford not
only to use computers, but also to use high performance displays. The initiative
passed from the military to the civilian developers. The IT market poured in the
dollars and the yen while military buyers concentrated more on trying to get systems
into service rather than expecting to fund the advance of technology. Increasingly,
military hardware became a hardened derivative of technology originally forced into
being by commercial pressures.

8.2 Early Days in Command Information System MMI

In a sense, the User Interface is the raison d'etre of a command information
system, so it was no surprise that the 'automation’ of many jobs previously relying
on charts and chinagraph in the '60s raised many MMI problems.

Early computers were too large to be carried on submarines and so it fell to the
surface fleet to suffer the early part of the learning curve. Display capability was
severely limited, despite exploiting the persistence of fluoride phosphors to run the
tubes at very low refresh rates. But some of the worst surprises came on the input
side. Using keyboards seemed appropriate, but no one can have foreseen the
problems of managing a real time system using memorised sequences of cryptic
codes. It may all seem very logical when you are inventing them, but use in anger,
under pressure, is a different matter.




Using codes could have been less painful as part of a more forgiving dialogue,
but such was the respect for computers in those days that users were assumed not to
make mistakes, or if they did, then it was not the system designers problem.

8.3 _Pioneering

As in so many areas, it is best to be second. When DCA was introduced into
submarines, technology had moved on somewhat, as had ideas about user interfaces.
Using a light pen enabled the selection of individual items displayed on the screen
with a reasonably natural action. This made possible a 'conversational mode' of
interaction with the system. At any one time, the system shows what it can respond
to and control consists of selecting one or more of these options. The changing
presented options reflect the dynamics of the interaction.

This style of interaction was a major advance over the use of key codes. It was
more learnable, and less error prone. It was in advance of most commercial systems
of the day. The surface fleet had this style of MMI on the WSA4 weapon control
system, but had to wait another decade until CACS brought the ideas to the main
stream Action Information systems.

While the command systems were going to sea, the research establishments
were pushing back the barriers for the sonar operator. As the sonar systems were
developing to generate ever more complex sets of 'image data’ a better means was
needed to display it for interpretation. Although raster technology in its present
form was not yet mature, pioneering work with displays refreshed direct from
magnetic disc allowed considerable progress from a choice between paper readouts
and fading images on fluoride phophors.

DCA opened Pandora's box by showing what could be done. Unfortunately,
neither it nor its successors could keep up with the demands placed on them. This
led, among other things, to the need for add-ons like DCG, and a consequent
complication of the user interface to the total enhanced system suite.

DCG, born out of Corporate, is a good example of accepting the constraints of
using commercial technology. The MMI also reflects what was commercially
acceptable at the time, and although the system as a whole gave a much needed
functional upgrade to DCB, the MMI itself was less advanced than DCB in using
indirect selection by keyboard with a constrained menu format.




84 The Present

The move from DCB/DCG to SMCS will represent a major step on many
fronts. The display capacity per seat exceeds DCB and DCG, and for the first time
offers colour. The greatly increased underlying processing power, although it is not
superficially an MMI feature, will change the way the system is used by providing
results after delays small enough to be tolerated, whereas long delays encourage
distortion of the task to work round them.

SMCS retains the concept of control by selection from a dynamic set of
displayed features, though the structure and organisation differs quite markedly
from earlier systems. At the physical level, the need for hands up operation has been
replaced at the cost of splitting the interaction into two. The main display, primarily
responsible for the tactical picture, uses a mouse-like puck with pull down menus,
leaving the more detailed procedural and data oriented actions to a desk level display
with a touch overlay doubling as a 'glass key panel'.

The success of this combination :n service will depend as much on the logical
structure of the detailed interactions, and how well they can be made to match the
inherent needs of the tasks, as it does on the more visible physical aspects. SMCS
represents such a major departure from previous systems that it would be premature
to speculate on the cognitive ergonomic aspects, since the tasks themselves will be
changed by the system provided to support them. This joint evolution of the job and
the tool could provide some valuable lessons for the bigger steps to be taken in the
next generation.

SSCS, the new command system for the Type 23 Frigate, will build on the basic
technology established in SMCS, but it has made the transition to an object oriented
style of user interface. Extensive use of direct interaction and an adaptive
windowing system provide the user with a much clearer set of views of the resources
under his control. The interface style is specifically designed to supportl an
appropriate conceptual model for the users.

Another major advance introduced for SSCS is a comprehensive Human
Engineering Plan. Although human factors have played an accepted role in the
development of aircraft cockpits and primary instruments for many years, large
command systems have traditionally been procured predominantly as bundles of
functionality. The SSCS development will deliver functionality, but the behaviour
of that functionality as it will be experienced by its intended users will be
systematically validated throughout the development cycle.
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8.5 _The Next Step in Command Systems

It is significant that before SMCS is even at sea, the foundations are being laid
for an Integrated Weapon System for the new generation SSN20. This is a far sighted
approach, since new concepts can not be rushed through without time to mature.
The MoD needs time to draw together the ideas which it is stimulating from its
contractors into a coherent whole in line with its high level goals.

The integrated approach from the outset should help to ensure that all sub-
systems properly communicate with each other. Using people to pass information
from one piece of kit to another merely raises the noise level, both literaily and
metaphorically, by distracting the users from its meaning and use.

The inherent recognition in SSN20 of the human team as a ‘people subsystem’
inseparable from the whole system design process is undoubtedly an important step
ahead. If Weapon System Integration on the scale envisaged is to succeed, in an era
of reducing complements, the human issues of what the system is about must be
given equal prominence to the more obvious technological ones.

9. FUTURE ISSUES FOR COMMAND SYSTEMS

The future will be different, but we should try not to repeat past mistakes.
Some things will remain invariant, such as men's size, vision, response speed and
cognitive abilities. Reduced complements may allow for less cramped working
spaces, but equipment will still have to pass through hatches.

We noted that as a technology matures, the focus shifts. We can build fairly
good devices to display information, and there are well established paradigms to
support its manipulation and use. Though both will continue to advance somewhat,
the real issues are about how the systems need to match the way they are used. More
and better integration of sub-systems should push rote tasks like data entry and
coordination to the periphery. Having men there just to drive the systems while
others think about the problem will no longer be necessary and indeed will be a
hindrance, a barrier between the decisions maker and his problem. The inevitable
consequence will be a move to men as information managers rather than many
being information servants. The resultant up-skilling can provide more stimulating
jobs, but only if the career progression structures can evolve to match.
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As the complexity of the resources available to each user continue to grow, it
will no longer be sufficient to provide a 'sanitary' interface, free of weak points.
Increasingly, the whole edifice of the information and its representation will have to
be designed to support the way the problems need to be solved. In particular, as the
machines provide increasing support to the decision making processes, rather than
just the data gathering and processing aspects, they will become more and more
embroiled in supporting the combat team as a team rather than as a collection of
individuals.

The navy has a long tradition of developing procedures to allow teams of men
to work effectively together under stress. This has relied on a good understanding of
human behaviour and communication. In the future, this perspective must
broaden to embrace communication between men mediated by machine, as well as
face to face. They will increasingly share the resources provided by the system rather
than be constrained by a narrow set of facilities.

Knowledge based technology will mature. It can provide a richer set of
resources to the men. But the way of using such resources will be different. Creating
machine ‘agents' to which tasks can be delegated or from which suggestions be
elicited will provide good models for the new dimensions of communication
needed. The issues of trust, authority and responsibility for information are
challenging ones which must be solved if men are to use the next generation of
machines as effective tools to help them achieve ever more demanding missions.

10. LESSONS FOR SHIP CONTROL
10.1_Simijlarities

Command systems installed or in the pipeline for RN ships and submarines
have come a long way since digital computers first went on board in the '60s. Many
lessons have been learnt and are still being learnt about how the people who use
them relate to the information they use and the tasks they do. How many of these
can be carried over into ship and machinery control? What are the similarities
between command systems and modern ship control systems?. Both of them are:

used by people with a fairly broad training
used to monitor uneventful situations for most of their service lives
intended to be used for unpredictable, intensive bursts, of non scheduled activity

capable of processing and storing far more data than their users can hope to absorb
quickly, (if at all)
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give the feeling, when things are at their worst, that there is someone out there
trying to make everything go wrong!

There are, of course, many differences, but the similarities drawn out here stem
directly from the most important common element, the men. By taking a user
centred view, complementary to the equipment centred view, there are many
lessons which can be fed across form other areas.

11. LESSONS FROM COMMAND SYSTEMS

There are several conspicuous lessons from the command and control
experience which appear to carry across.

Building a system with the sole goal of throwing data at the men will swamp
them.

The only way to make the information manageable is to structure it in ways
which relate to the men's knowledge of the real world objects it represents and to
provide different views on the information to match the user's task(s).

Trying to establish and define the user's conceptual model of the information
base and the problem space at the start is a far sounder basis for design than allowing
an ad hoc model to emerge from the implementation of the software and then
enforce it on the users.

Capturing the 'real requirement’ is extremely hard. There is no guaranteed
way to succeed in every detail, but there are many widely used ways nearly
guaranteed to fail in several important details.

‘Users' have to be involved as they have a unique input to make, but merely
building straight implementation of a past system user's wish list can be as risky as
relying on knowledge of the functions of the equipment being used.

No reports of defects does not mean the system is OK, that the users like it or
that they can use it to any useful purpose; it means it is behaving in the same way
that it always does. If that way is no good, its users will either suffer in silence, or
simply find a way to avoid using it.

The distinction between novices and experts, (with the inference that technical
systems are designed for experts who do not need 'fancy’ user interfaces), is a red
herring. Most users become expert in some aspects of the system but less so in
others. In the less familiar areas, they need to be able to be reminded as they go
along, -ather than come to a brick wall. This is helped by consistency of the user
interface, (and hence the available system functions), across different parts of a
system.
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The only way for contractor and customer to know whether a delivered system
is 'fit for use' is to submit it to representative trials with real users performing
realistic tests of comprehension, interpretation and action to defined performance
criteria. Supplying systems on these terms sharpens the minds of all involved. It
can only sensibly be undertaken when human engineering is applied throughout the
development cycle and where the customer values the extra quality and lower risk
which come from doing so, but it will lead to systems which perform their intended
function better in service.

12.  CONCLUSION

Many machinery control systems currently being built have user interfaces
which would be recognisable by the command system users of the late '60s. Making
such systems work, relies very heavily on the skills and mental agility of the people
who use them. It is likely that many systems 'will not work’ in the sense of allowing
their users to do the tasks they were intended to do in the circumstances where it
really matters.

Such a situation is not new. Experience with early command systems in use
was a poor shadow of the visions which conceived them. The man is the common
element, and it is reasonable to ask, as the US and UK Manprint Programmes do,
whether this man, with this training, in these conditions, can use this system to do
this job. The answer should guide the development of the system. It may be hard to
fit the system to the man, but it is more likely to succeed than ignoring the question.
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i. ABSTRACT

The Type 23 Frigate is a trend-setter in the integration of
ship control functions. It provided an excellent platform for a
static and dynamic analysis of human factors in the ship control
centre. The methods and results are described and discussed in
this paper. The static analysis revealed many good design featuies
and plenty of opportunities for improvements to the present and
future designs. The dynamic analysis pioneered an approach which
sought to measure workload. Mission critical tasks were defined
and then filmed whilst being performed by a crew in a simulator.
Dynamic analysis of the resultant video proved the effectiveness
and efficiency of this approach. Task snapshots showed where the
perceptual, cognitive and psychomotor loading built up to critical
levels. This enabled the assessors to make a more calculated
judgement than has hitherto been possible on the degree of
performance enhancement achievable from good human factors design.
The recommendations from this work provide opportunities for
improving ship control centre designs both in the Type 23 Frigate
and future ships. They are especially relevant in the context of
the current pressures on manpower and the need to enable the few
watchkeepers still required to be as effective and efficient as
possible.

2. INTRODUCTION AND BACKGROUND

The Type 23 Frigate is a trend-setter in the integration of
control and surveillance functions. Designers decided at an early
stage to integrate ergonomically all the facilities necessary in
a ship cControl Centre(ScC). This required a difficult compromise
in the need to optimize between the very different demands of
peace and wartime operation. It is during the peacetime cruising
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conditions that constraints on manpower make the need to minimise
the number of watchkeepers, paramount. For action conditions the
design must provide for co-ordination of the Marine Engineer
Officer's fighting responsibilities and must enable everybody
closed up to be as effective as possible. There is no universal
remedy.

About 30 square meters were allocated for the SCC. The design
was required to provide a man-machine interface(MMI) for peace time
cruising conditions manageable by a watch of 3 persons with
specified skills. The same design had to provide the action team
with the facilities required for the control and surveillance of
damage, stability, propulsion, auxiliaries, electrical generation,
distribution and weapon support services. (Figure 1)

Figure 1. Type 23 ship control centre.

Designers started with the requirements for propulsion and
auxiliaries control and surveillance. Tasks were defined and
analysed and an initial layout was proposed. Liaison with similar
work being undertaken for the design of a submarine control room
led particularly to the double layer conscle which provides
supervisors with a central and slightly raised desk behind the
operators. This was assembled as a mock-up in cardboard and then
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reviewed by people with operational experience in order to provide
sufficient confidence to proceed. Definition of other areas,
especially those concerned with Nuclear, Biological, Chemical
Defence and Damage Control (NBCD) followed later.

As well as taking a modern approach to the design of the
layout of the SCC, the designers adopted the new technology of a
distributed d191ta1 control and surveillance system u51ng D86
hardware based on the INTEL 8086 processor. D86 is a VTC
proprietary family of microprocessor boards. As there was an
element of risk in this approach it was decided that the complete
system would be assessed independently. It was intended that this
should enable any problems to be resolved before they hindered the
shipbuilding programme and that the facility should give the
procurement authorities confidence in the system.

A ship set of Machinery Control and Surveillance(MCAS)
equipment was supplied to the Admiralty Research Establishment
(ARE), West Drayton where it was interfaced to a simulator of the
Type 23's machinery and electrical systems. The simulated system
generated signals equivalent to the transducer outputs of the real
equipment so that the MCAS system was performing its design role.
Additionally the consoles for the SCC were positioned as in the
ship, thereby providing an excellent opportunity to review the
human factors(ergonomics) achievements of the design by the static
and dynamic analyses described in this article.

3. HUMAN FACTORS STUDIES

A programme to examine human factors aspects of the design was
initiated with LIVEWARE Human Factors Consultants in January 1989.
Key issues included the need to quantify human performance and the
practical application of human factors techniques. The approach
was deliberately kept simple so that all findings would be easily
understood. The human factors study programme consisted of two
phases.

The first phase involved a static analysis. cCarried out at
ARE West Drayton the system ergonomic layout was reviewed without
operators present but with explanation from a subject matter
expert. The expert was videoed during the explanation, in front
of each panel so that the analyst could later refer to specific
panels in laboratory conditions. This technique proved most
effective and simple to implement.

The second phase involved a dynamic analysis using video
recordings of operators performing actual mission tasks on the
simulator at HMS SULTAN, Gosport. Inevitably, the work produced
criticism of the Type 23 Frigate SCC. Although important, this
criticism must be viewed in the context of the notable achievements
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of the designers. The application of digital technology and
ergonomics has achieved a design which needs only 3 watchkeepers
for a peace time watch compared to the 6 required in a Type 22
Frigate. Such a 50% reduction in watchkeeping numbers between
successive classes of ships is dramatic and extremely welcome in
this current era of manpower shortages.

3.1 Static analysis

For the static analysis the SCC was reviewed from console
layout, through panel design down to the design of displays and
controls, including local controls. Judgements about human factors
aspects of the design were with-held until the operation of each
panel was fully understood.

Although there is much data in the literature on how to design
ergonomic control rooms, there is very little practical advice
aimed at time-efficient analysis within commercial constraints.
For this programme the SCC layout was reviewed from 5 fundamental
design criteria:

(1) Positioning of devices for frequency of use.
(2) Positioning for sequence of operation.

(3) Positioning for safety of operation.

(4) Grouping of devices by function and task.

(5) Choice of display medium according to the task.

The static analysis drew attention to many good applications
of human factors. For example, the concept of a concentric console
arrangement splitting the supervisory function from the
watchkeeping functions achieves a natural task hierarchy.

The static analysis also revealed opportunities for
improvements to the design. The main areas involved aspects which
might lead to an incorrect response in an emergency. For example,
all control buttons should be provided with both tactile and visual
feedback of their operation. Controls dis-associated from their
relevant displays can result in a tortuous feedback loop for the
operator. Controls which are crucial to mission success or which
function differently should look and feel different so that they
are not confused. The amount of information on a display should
be limited to that which is absolutely essential. Technology has
facilitated almost limitless opportunities for presenting data and
the engineer must not fall into the tempting trap of displaying
permanently "nice to have" data.
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Perhaps one of the most interesting features is shown by the
shaft speed indicators. The propeller shafts on the Type 23
Frigate rotate in opposite directions. This characteristic has
been represented on analogque dials by showing the port shaft
increasing revolutions anticlockwise and the starboard shaft vice
versa. This is interesting because it represents the engineer's
viewpoint of how the actual mechanical components work. The fact
that the shafts are counter-rotating is interesting from an
engineering viewpoint but less important to the operator's task of
increasing or decreasing the speed on each shaft by pushing the
power demand levers forwards or backwards. It is, however, a
reminder of the "corkscrew effect™.

The dark bezels around the displays could be improved by
toning each bezel to a shade lighter and closer in contrast to the
console panel. This would have the effect of attracting the user
to the important information, namely the needle and the scale.
(Figure 2)

©

Figure 2: Propulsion panel

Display policies vary around the panels depending upon when
the design was finally settled. Similarly, software access codes
?or parameters vary between parts of the system. Several such
inconsistencies illustrate that the procurers of future systems,
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especially where large numbers of parameters are involved, will
need to encourage more systems co-ordination from an early stage
and more regular reviews of their achievements during the design
programme.
3.2 Dynamic apalysis

The static analysis looked at the basic disposition of
devices from fundamental human factors principles. The dynamic
analysis measured how well the system performed in realistic use.
To the hardware and software engineer the silicon chip and the byte
are key attributes determining system performance. To the human
factors specialist it is the human operator and the design of the
interface, tasks and environment that determine optimum human and
therefore overall system performance. This is reflected in the
method used for the dynamic workload analysis summarised as
follows:

(1) DEFINE MISSION CRITICAL TASKS (MCTs).
(2) DEVELOP WORKLOAD MODEL.
(3) PERFORM VIDEO ANALYSIS.
(4) TEST WORKLOAD MODEL.
(5) PRODUCE WORKLOAD CHARTS.
(6) ANALYSE AND QUANTIFY DESIGN IMPROVEMENTS

The Type 23 SCC simulator at HMS SULTAN provided an excellent
platform on which to carry out the dynamic analysis. As in phase
1, video analysis was selected as the best means of capturing the
necessary data for subsequent analysis. A subject matter expert
accompanied the analyst to explain what was going on during the
mission.

. First the tasks needed to be defined. Since
there are many tasks in running a complex system it was considered
more efficient to focus on the Mission Critical Tasks (MCTs).
Improving performance of these tasks would be the most cost-
effective way to maximise potential enhancements to the systenm.
The following are examples of MCTs which were identified in
consultation with the designers and operators:

MCT1: FIRE IN MACHINERY SPACES
MCT2: TELEGRAPH ORDERS

MCT3: START PORT GAS TURBINE
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MCT4: CRASH STOP ASTERN MANOEUVRE

odel. Measurement of workload is based
on workload being a function of 4 fundamental concepts:

(1) THE TASK - How difficult

(2) THE QPERATOR - How skilled

(3) THE SYSTEM - How well configured

(4) THE ENVIRONMENT - How comfortable
Thus: LOAD = f(TOSE)

The Task is concerned with what the operator does with the
equipment at his disposal. For example, the sequence of operating
controls and looking at displays is part of the task, as is making
decisions on courses of action. For any piece of equipment, the
arrangement of tasks can have a significant effect on the
performance of the crew with that equipment. This study involved
observation of tasks which were already rigidly defined.

The Qperator, his skill and his training are also significant
performance determinants. The investment in the Type 23 Simulator
at HMS SULTAN is testimony to the Royal Navy's commitment to
training.

The System and how it is configured were major reasons for
undertaking this study of the way in which the controls and
displays are laid out on the panels, in the space available. This
branch of ergonomics is sometimes called the Man-Machine
Interface(MMI) and is part of the whole study of human factors.

The Environment refers to the surroundings within which the
operator is working. For example, other crew members, noise, heat
and lighting can significantly affect operator performance.

In summary, of the four determinants of human performance,
this study concentrated more on the System and how the control room
could be enhanced by better layout of controls and displays.

In performing effectively, operators depend upon their own
human skills. There are 3 fundamental human skills:

1 PERCEPTUAL - Receive information

2 COGNITIVE - Process that information
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3 PSYCHOMOTOR - Operate a control device

Perceptual skills are those concerned with our ability to
receive information, that is, observation. The human perceptual
system has five senses to achieve this, the predominant sense being
the eyes. An example of a perceptual skill is the ability of a
pilot to observe another aircraft or the ability of an operator to
notice a warning on the operator's console.

Cognitive skills are those concerned with our ability to
process information and make decisions. An example of a cognitive
skill is the ability of a judge to pass sentence on a defendant or
the ability of an operator to decide what course of action to take
following a warning.

Psychomotor skills are those concerned with our ability to act
upon the information we receive. An example of a psychomotor skill
is the ability of a tennis player to hit an effective shot or the
ability of an operator to take corrective action or simply make a
control adjustment.

In developing the workload model it can be seen that, in
summary, the four determinants of workload must be understood
together with the three basic human skills. A typical workload
model such as that illustrated in Figure 3, shows a task snapshot
consisting of 2 observations Rl and R2, 1 decision, Pl and 4
actions, Al-4 over a period of time from 0-T seconds, the length
of which depends on the task sampling period. Two of the actions
are seen to be simultaneous. This is a simplified graph of a task.
In practice, the operator "footprints" of workload are more complex
although, as more charts are created, designers will quickly
recognize high workload patterns as opposed tc low workload
patterns. They will then be able to make early design alterations
to smooth the workload over the task period. Such remedial action
may involve re-designing the task, providing more system automation
and removing an operator, re-training the operator or improving the
environment. (Figure 3)
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Figure 3. Workload model.
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c. Video analysis. Video analysis was found to be very
effective for task analysis. Benefits include: a total record of
the events in sound and vision; capture of a lot of data where note
taking is prohibitive; the facility to replay the precise events,
and a convenient medium for presentation and demonstration
purposes. The first MCT was analysed to test the workload model.

d. Test workload model. The video for the first MCT was

analysed with a stop~watch under laboratory conditions to separate
each event over the time period and categorise each action into the
3 basic human skills. This was a pains taking process which would
have been much easier had a clock been available within the video.
The result was a table summarising the events, the time and the
skills used. The workload model was refined and the analysis
technique improved before the remaining MCTs were filmed. An
example of an actual mission critical task snapshot is shown at

figure 4.

LOAD {ACTIONS}

rencernun, ﬂ:l-l:-jz—l:lml-tmm » "
comene aIn:I:d-:[lId]:IEWM .
i 1 —— - -

ACCEPTABLE

N L ﬁ ﬂ FYAuIPHWlE
2 U"
TOIM. WORAL0MD : __TH_UJ I_l 1] h ™ P
[ ] 10 2 3 40 50 [} 0 20 90 100 110 120 130
TME [SECONDS)

Figure 4. Mission critical task snapshot.
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wo ad a . When the workload model was
perfected, the remaining MCTs were filmed. Workload charts were
produced, resulting in nine graphs in total, one for each MCT.
Figure 4 above is one example of these nine graphs and shows the
workload in the number of "actions" for each of the three human
skills. The lower performance curve shows the total load over that
snapshot. This is a summation of the three individual loads
incurred on the operator.

tif si i e . Analysis of the
videos of the MCTs highlighted some interesting features. Alarm
systems must be designed to attract operator attention to the
source of the alarm, both visually and audibly. This will save
time, reduce errors and enable the operator to use the system more
effectively. All system users can be disturbed by alarms which are
too 1loud. whilst alarms, by definition, must be instantly
detected, they must not startle the operator into confusion and
inaction. Ideally the alarm annunciator should gradually increase
in volume and be designed to encourage the operators to look in the
correct direction. The annunciator should be positioned centrally
thereby removing the temptation for the operator to turn around
each time an alarm sounds.

The videos show examples of where operators misinterpret their
primary instrumentation, port for starboard, for example. CCTV
systems are now available and could be beneficially fitted for
machinery surveillance. Operators able to confirm their
conclusions by reference to such a secondary surveillance system
are more likely to avoid erroneous actions. Reports from the
Boeing disaster at Kegworth illustrate this because they suggest
that the pilot may have saved the aircraft had he been able to see
the engines. Cameras are now being fitted to certain British
Airways airliners.

The videos also illustrate that operators have difficulty
interpreting a large number of indications quickly. Previous
generation instrumentation consisted of separate display devices
for each transducer. Then instruments combined data within one
display until limited by the space available. Now, a virtually
unrestricted amount of information can be displayed using computer-
driven paging facilities.

A composite of hardwired devices and multi-function displays,
as in the Type 23 Frigate, seems appropriate for future MMIs.
However, a balance must be achieved and, in particular, indications
on a console must be kept to a minimum. A computer-based secondary
surveillance system provides an ideal way to amplify information
but must provide a user-friendly dialogue and quick access to the
required data page.
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consideration of the "task snapsho*s" suggests that workload
has a maximum and minimum level for optimum performance. If
loading is too high the operator will miss information. If it is
too low the operator will become bored. Good task design should
provide an optimum level of activity. The analysis in this case
highlighted areas in which further automation could beneficially
remove workload peaks.

4. BENEFITS FOR THE FUTURE

The analyses have shown that there are many good human factors
aspects to the Type 23 Frigate MCAS system. The hierarchy of
alarms and warnings, the sighting of displays above controls, and
the concentric console arrangement splitting yet combining the
operator, supervisor and MEO tasks, are all examples. The effort
to achieve an ergonomic design has been worthwhile and provides
firm principles from which to propose improvements for future
ships. The videos have also enabled assessors to draw the early
attention of designers and operators to areas of risk in the
layout.

The assessment quantified the potential reduction of workload
thereby giving procurement authorities a positive basis on which
to assess improvement proposals. The techniques used are simple,
practical and cost-effective to apply. Potential benefits
demonstrate the value of such human factors reviews and if
improvements to the design are implemented then there should be
consequential savings on operator training and improved ship
performance and safety.

Analysis of perceptual load illustrates that an operator
should not be required to receive 2 sources of information
simultaneously. Highly skilled operators appear to be multi-
processing but are in fact either "chunking"(grouping) discrete
tasks together and treating them as one action or are switching
rapidly from action to action. A virtuoso pianist exhibits both
of these human traits, however, for multi-populations, the human
factors analyst must design for the least skilled rather than the
most skilled person.

Similarly, an operator should not be required to make more
than one decision simultaneously. The action of making a decision
is a single channel cognitive operation. There is another kind of
mental loading related to decision making but concerned only with
the amount of data which can be held in short term memory. This
is sometimes also called "chunking", and is part of short term
recall and the way this relates to activation of long term memory.
Operators should not be required to hold more than 5 chunks of data
in short term memory at any one time. These chunks are not mental
actions as such, but are a function of the span of attention.
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Under stress psychomotor and perceptual performance are
enhanced until breaking point renders them ineffective. Cognitive
performance, on the other hand, rapidly degenerates. The more
decisions facing the operator, the longer it takes with mental load
increasing exponentially with the number of decisions required.

The psychomotor load should be limited to operating two
controls simultaneously, especially for unfamiliar tasks. 1In a
car, the driver steers and changes gear together easily. This may
seem small, but if this rule is followed, it errs on the safe side
and makes allowance for less skilled operators performing new tasks
in hostile situations.

If these 3 rules for perceptual, cognitive and psychomotor
load are not violated then an operator should not be required to
perform collectively, more than 3 actions simultaneously. A driver
might steer(a psychomotor skill), observe the road ahead(a
perceptual skill) and think about the worsening weather(a cognitive
skill) simultaneously. Such a composite of 3 actions should be
regarded as a limit if the philosophy for the least able operator
is to be followed. The acceptable limit for these workload levels
can be more easily understood by looking back at Figure 4.

The static and dynamic analyses were conducted on a completed
design. Looking head, the principles of human factors analysis and
design must be applied early to new designs. Human factors aspects
should then be addressed continually as an integral part of the
design, development and delivery. The process of human factors
analysis is summarised in Table 1 which illustrates that the
essential output of analysis is the Top Level Specification for the
user. (Table 1)

Table 1. Human factors analysis method.
* APPROVE HUMAN FACTORS PLAN WITH CLIENT
* BRIEP STAKEHOLDERS > PLANNING
* DESCRIBE TOTAL BYSTEM LIFE-CYCLE PLAN

. TASK ANALYSIS AND ELICITATION
* TRAINING ANALYSIS

> ANALYSIS
*  TASK REPRESENTATION
*  USER CHARACTERISTICS
*  AGREEZD USEZR MODELS |
+  TASK DESIGN > NODELLING
wa

*  TEAM AND WORK ORGANISATION | SYNTRZSISING
¢ GOAL SPECIFICATIONS |

7 sPECIFYING

. TOP LEVEL SPECIFICATION
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The Top Level Specification can then be used by all members
of the design team during the design phase. The human being is a
dynamic and variable organism. Tolerances in design for humans
tend to reflect this variability. Any human factors technique must
respect this and avoid wasting time and money by placing a tighter
tolerance on methods which try to inflict too much precision.
Urgent issues should be addressed first in a clear and simple way.
This practical approach will result in an increased probability of
human factors issues being resolved. A complicated method risks
being abandoned all together. As illustrated by this programme the
potential reduction in workload can be simply quantified thereby
providing a positive basis for the assessment of improvement
proposals. The design method is illustrated in Table 2.

Table 2. Human factors design method.

- PLAN DESIGN PHASE > PLANNING

. TASK ALLOCATION
- USER CHARACTERISTICS
» TASK DESIGN

SYNTEESIS

—y —

¢ HUMAN-MACHINE INTERFACES |
+  USER-USER INTERFACES

INTRAFACE CONCEPTS

—_—v

«  IN-BUILT TESTS AND FEEDBACK |

. IN~BUILT PERFORMANCE AIDS i :gfmam *
- IN=BUILT TRAINING > TRAINING DESIGN

. USER DOCUMENTATION > DOCUMBNTATION

L WORKSTATION AND WORKPLACE DESIGH > Kz DESIGH

L HEALTH SAFETY AND COMPORT

. JOB DESIGN > WORKING EWVIROWCENT
. TEZAM AND WORK ORGANIZATION |

. EVOLUTIONARY DELIVERY |

> PULL PROTOTYIE
4 TEST PLANS AND PROTOTYPES !
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All such work relies upon accurate assessments of the tasks,
in this case the mission critical ones. These must be thoroughly
understood and need considerable input from the end user,
instructors being especially useful. Once the tasks are agreed
the human factors specialist still needs advice from a subject
matter expert with extensive professional knowledge and operating
experience. This person is needed to advise during the observation
process and subsequently to guide opinion on the practicality of
improvement suggestions. The design phase starts with a plan which
aims to allocate tasks appropriately to humans. The output of the
design phase 1is a specification for the first prototype
system. (Table 2 above)

5. CONCLUSIONS

Consideration of human factors should be an integral and early
part of the design and development process. It will enhance
operating commonality between systems by imposing interfaces
designed to match normal human stereotypes. The evidence has
illustrated that human factors assessments can give early warning
to areas of risk, and the potential for improvements can be cost-
effectively quantified using techniques such as the "task
snapshots" described in this article.

This human factors assessment has identified possible design
changes which could contribute to further reductions in workload
and, equally importantly, to the improvement in effectiveness and
efficiency of those operating future warships. The application
of CCTV within machinery spaces and the need to design carefully,
the alarm annunciator, are good examples.

The views expressed in this paper are those of the authors and
do not necessarily reflect the views of the Ministry of Defence.

(© controller, Her Majesty's Stationery Office London 1990
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APPLICATION OF A GENERAL PURPOSE DATA BUS
IN A MAJOR SURFACE COMBATANT CLASS

by Albert E. Manfredi
Rockwell International Corporation
Autonetics Marine Systems Division
and Richard M. Kahn
Naval Sea System Command, Code 06D3245

1. ABSTRACT

General purpose data buses offer advantages to combatant
warships which have not always been well understood. In this
paper, the role of general purpose data busing in modern surface
combatants is explained, and the application of the Data Multiplex
System (DMS) AN/USQ-82(V) in the U.S. Navy's new Arleigh Burke
class of guided missile destroyers is examined. It is important to
note that this paper is not about a data bus; it is about the
application of data busing. It is about real world issues of
design compatability, equipment interfacing, and systems
engineering which arise when systems which were conceived and
designed in isolation must be combined to form an integrated ship

system. Some of these issues are clear cut and become obvious
during design; others are not so simple to diagnose and do not
become apparent until integration testing has commenced. This
paper will describe the issues, their resolution, and the

characteristics a general purpose data bus must have to allow
resolution of these issues without causing major impacts on user
systems.

2., INTRODUCTION

Naval surface combatants are unique among military platforms
in that they include a very large assortment of diverse systems and
subsystens, The combat system of a surface combatant is a good
example of this, since it typically consists of separate subsystenms
designed for air, surface, and subsurface target engagements. The
engineering plant, the navigation system, the damage control
system, and the steering control system are other examples of
systems which, in major surface combatants, are quite different one
from another, and are composed of a variety of technologies in
their lower-tier subsystenms. These different systems and
subsystems are normally designed and built by Qifferent
Navy/industry teams, each one targeting a specific set of problems
and using a particular design approach which may have 1little in
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common with the designs of other subsystems. Frequently the
subsystem design is optimized to perform the subsystem's mission
with little regard to optimizing the design of the ship as a whole.
Add to this the variability in age of these multiple subsystems
(all-new designs for any individual ship class would result in a
prohibitively expensive ship, not to mention an unreasonably high
schedule risk), and it becomes clear that Naval ships are unlikely
ever to consist of a homogeneous set of parts.

To further exacerbate the non-homogeneous nature of major
surface combatants, it is not realistic to expect any universal
standard to be developed for any single aspect of a ship's systems
which will be viable during the ship's 30+ year lifespan. 1In fact,
for major shipbuilding programs such as the U.S. Navy's DDG 51
program, it is unlikely that the standards will remain constant
throughout the building phase of the ship class. Advances in
technology are frequently incorporated during the building phase,
resulting in "subclasses" or "flights"® of a shipbuilding program.
Between ship classes, of course, there is even less homogeneity.

The advantages of distributed processing have been enumerated
in many sources, and such an architecture is clearly the trend in
control system architectures today. Highly survivable control
system networks can be designed in which multiple processors and
displays located strategically throughout the ship can share or

swap roles as the situation demands. In present systems, these
shared functions are primarily built into individual systems, not
between systems. However, there is no reason to believe that

future ship designs would not incorporate redundant architectures
across system boundaries.

To implement practical distributed control systems which
capitalize on the flexible, adaptable nature of digital processors
is wvirtually impossible without data busing. Not only would it
quickly create an unmanageable mass of signal interface cabling,
but it would soon overwhelm the most potent computer input/output

controllers ava@lable. Combat systems, which were the first to
implement distributed control architectures in large scale, have
seen this problem creeping up over the past 20 years or so. Newer

control system designs, such as the US Navy's Machinery Control
System (MCS) and Steering Control System (SCS), are attempting to
avoid this problem by relying, at least in part, on the services of
a general purpose data bus.

3. REQUIREMENTS FOR A GENERAL PURPOSE DATA BUS

A general purpose data bus is one which has been designed to
accommodate data transfer among diverse systems and equipment. It
must be capable of handling the data transfer needs of multiple
control systems communicating simultaneously without these systems
interacting in any way and without requiring the designers of these
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systems to know or care about what other systems are sharing the
data bus. A general purpose data bus does not attempt to impose a
single standard on equipment interfaces. It must accommodate
non-digital users (analog, synchro, discrete, etc.) as well as a
variety of digital interfaces each with its own appropriate
protocols.

With the above in mind, it is not difficult to define some of
the high level requirements placed on this general purpose bus:

* The general purpose bus must be capable of supporting a large
number and variety of user interface connection points. Use of
digital technology at the source user end as well as the sink user
end of the communications link could reduce the total number of
interfaces needed, but for the foreseeable future there will
continue to be a plethora of non-digital equipment such as pump
controllers, valve controllers, environmental sensors, and display
panels. As an example, in the DDG 51 application there are 1617
interfaces to the Data Multiplex System, only 27 of which are
digital.

* A bus which provides service to critical ship systems must be
both reliable and survivable. 1In fact, general acceptance of such
a bus depends on overall survivability surpassing that of older
hardwired designs.

+ Finally, the long expected life of surface combatants today
demands that the bus system support considerable growth in terms of
quantity and type of users serviced, and in terms of its own
upgradability. As the user device technology is upgraded in a
ship's modernization periods, the bus must be capable of keeping up
with user service demands.

This paper traces the practical aspects of the application of
the first general purpose data bus system in the U.S. Navy: the
Data Multiplex System (DMS) AN/USQ-82(V) in the DDG 51 class of
destroyers. The topic is covered from the point of view of user
systems and system integration issues rather than from a DMS-
related perspective. Many of the concepts illustrated would apply
to any general purpose bus implementation, and are presented in a
"lessons learned" format. Thus, rather than describe the structure
of DMS in isolation, this paper investigates the evolution of the
user device networks, the problems encountered, and solutions
implemented. Some of the solutions consisted of making use of
DMS's inherent flexibility. This serves to illustrate some of the
features needed in data bus systems generically. A more detailed
discussion of DMS structure and operation was given in (1) and (2).

Perhaps the most telling message, however, is that with all of

the interface signal and protocol questions which have surfaced
between the early Contract Design and the late Detail Design phases
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of the DDG 51 program, never were the internal DMS data bus
protocols the issue. All of the problems and solutions related to
the bus-to-user interfaces. This is where there seems to be

constant demand for flexibility and adaptability.

The Appendix presents an Open System Interconnection (OSI)
model view of DMS. The OSI representation illustrates graphically
some of the concepts which will be discussed, such as how a general
purpose bus can be used to support communications between othervise
incompatible systems.

4. APPLICATION DESIGN OF THE DDG 51 DATA BUS

Very early in the DDG 51 design cycle, it had been decided
that a general purpose data bus would be installed to save weight
through reduction in the ship's signal cabling, reduce the cost of
future upgrades, and provide more survivable data transfer paths.
The networking aspects of a data bus were also required by some of
the new subsystems being developed for this ship class.

To assist in the application engineering required to configure
DMS for a specific ship class, two automated tools were applied.
The first, the Application Design Automation Program (ADAP},
assigns users to input-output channels while minimizing user-to-DMS
interface 1lengths, and defines an optimal message management
structure within DMS. The second, the Timing, Event, and Load
Simulation (TELS), performs a simulation of the data bus and its
constituent parts. The output from ADAP is used as the TELS input.
TELS then provides the application designer with the bus and
terminal loading data. These tools had served the DMS design team
well during the development program, but proved to have
deficiencies when applied to the first "real world" application of
DMS.

Early in the contract design phase it became necessary to
modify ADAP. At first blush, the goal of minimizing interface
cable length between users and DMS appears reasonable. However, in
the face of real world design issues, strict adherence to this goal
had to be abandoned. During the contract design phase of a
shipbuilding program, the design is still somewhat fluid, but
design products (drawings, specifications, etc.) are Dbeing
produced. The addition or deletion of a single user could result
in the reassignment of 1literally dozens of user channels to
reoptimize the ADAP parameters. Clearly the impact of such
reassignment was unacceptable in terms of both time and costs. A
decision was made to "freeze" the existing channel assignments.
Users could still be added or deleted, but this addition/deletion
would have no bearing on the channel assignment of existing users.
Thus, only the design products applicable to the users being
changed required updating.
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ADAP was therefore extensively changed to better accommodate
the needs of real ship design programs. The current structure of
ADAP can best be described as a rule-based database. Rule-based
because ADAP must check that all interface and message assignments,
and all signal and message control firmware are made consistent
with prescribed DMS requirements and constraints.

The new “PAP is also a database which contains all pertinent
information the user device interfaces with DMS, such as the
location of the user, the source(s) or sink(s) of data for that
user, signal update rates, type of protocol used, type of interface
signal, jack number, and so on. This database is the fundamental
tool used in configuration management of the bus system, and
programs have been developed to allow contract drawings, interface
design specification documents, technical manuals, test documents,
and shipyard databases to be updated automatically from ADAP files.

When communications issues surfaced in the DDG 51 Machinery
Control System (MCS), TELS did not have the capability necessary to
assist application designers in resolving these issues. TELS has
proven to be remarkably accurate at predicting measures of bus
performance. In popular data busing parlance, TELS is concerned
with the inter-terminal communications. However, in real world
applications, bus performance can be very misleading measure of
what is actually occurring. Bus system performance can be adequate,
yet problems at the user interface level may still exist.
Additional effort was therefore needed to study the effectiveness
of MCS processor communications via DMS. This effort involved
careful modeling of the communications evolutions beyond the
boundaries of the DMS terminals - to include mechanisms which are
critical to the overall communications process but which are beyond
the scope of TELS.

For analysis of the DDG 51 Machinery Control System (MCS), the
U.S. Navy developed an MCS communications simulation that treats
the entire DMS as a "black box", in order to evaluate proposed
modifications to user protocols. The lesson learned here is that
the data bus simulation should extend to users' application program
interface, and the user simulation ought to be easily mated to the
bus simulation to allow for analysis of complete user to user
communications.

5. AEGIS COMBAT SYSTEM

All systems, including the combat system, were initially
considered as potential DMS subscribers in DDG 51. The AEGIS
combat system, which had already been installed in CG 47 Class
cruisers, was a well developed network of computers and
peripherals. This network uses point-to-point cabling for
intercomputer and computer to peripheral communications.
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When DMS was proposed for use in the AEGIS combat system, the
concept was merely to use DMS as a direct replacement for the
existing intercomputer and computer to peripheral cables. A
redesign of the existing AEGIS architecture to one which
capitalizes on a data bus was not contemplated, as it would have
involved significant efforts by communities outside of DMS. Because
DMS was proposed this way, the benefits to a mature computer
network such as AEGIS were small from a capabilities standpoint,
and the risks inherent in adding communications electronics to the
existing AEGIS network were perceived as real.

There were, however, two areas related to the AEGIS combat
system where analysis showed the application of DMS to be clearly
beneficial. First, DMS could provide a needed service to AEGIS in
distributing iInertial Navigation Set AN/WSN-5 data, both digital
and synchro, to the various users. This was considered a valuable
service because DMS could:

+ Convert the MIL-STD-1397A Type A (NTDS Parallel Slow) used by
the AN/WSN-5s into a Type E (Low Level Serial) used by the AEGIS
computers,

+ Provide a port expansion function to enable a single AN/WSN-5
digital output channel to provide data to all digital users of
navigation messages, and

+ Distribute the synchro data to all synchro navigation users,
eliminating the need for large switchboards and synchro amplifiers.

Secondly, DMS could provide a backup source of data for the
Digital Dead Reckoning Tracer (DDRT). This device, a plotting
table which automatically tracks own ship's movements, is normally
provided with inputs from the Command and Decision (C&D) System
computer. To increase the reliability of data to t..e DDRT, DMS
processes messages from the two Inertial Navigation Sets (the same
messages it distributes to the combat system) to offer two
alternate sources of inputs for the DDRT, identical in frequency
and format to the existing C&D message, should the C&D computer be
off-line.

The lessons learned from attempting to apply data busing to an
existing network were revealing:

+ Although weight reduction is a laudable goal, it is probably
not sufficient reason to warrant the restructuring of an existing,
carefully optimized, digital control network.

*» Where data busing provides a clear advantage to the overall

system architecture, its introduction occurs smoothly, even when
the introduction is a retrofit into an existing system.
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6. MACHINERY CONTROL SYSTEM

Perhaps the first surface ship control system whose
architecture evolved into a network optimized around a general
purpose data bus is the DDG 51 Machinery Control System (MCS).
During Preliminary Design, high level drawings were already showing
digital processors controlling or monitoring non-digital devices,
or these same processors communicating with each other, over only
two redundant interfaces and a data bus. The details of the
implementation and documentation of such a system were not worked
out yet, but the computer network conceived for the MCS did not
consider the data bus as an add-on. The data bus was, from the
start, an integral part of the architecture.

By the end of Contract Design, much of the MCS network
structure and some of the communications parameters between the MCS
processors had been established. For example, the gquantity and
location of each of the MCS processors had been defined, as had
been a good portion of the non-digital sensors and controlled
devices. To support MCS communications, a fairly detailed protocol
to be implemented in the MCS processors had been worked out.

Soon after the Detail Design phase got underway, several
aspects of the MCS network which had previously appeared to be well
established were suddenly open to redesign. The flexibility of the
bus system was heavily taxed during this period. The following are
some of the changes which had significant impact on use of the data
bus, and which illustrate the need for flexibility in the bus
system:

+ Change to Bridge Control Unit - Each of the six MCS consoles
had been assumed to include a data processor - an AN/UYK-44 - for
data processing and communications. The Bridge Control Unit, which
is the console on the bridge used to remotely control engines and
propellers, was redesigned at the start of Detail Design to become
a non-digital peripheral. What had been two redundant NATO STANAG
4156 serial digital interfaces became almost 200 separate discrete
switch closure, discrete logic level, and synchro interfaces with
DMS. This was a lesson in ensuring that generous spare capacity be
designed into a data bus in the initial design phases. What had
approached 50 percent spare capacity in this area of the ship
suddenly was almost totally absorbed by this one change.

+ Change to MCS Message Structure ~ The original intent had been
that the MCS processors would only communicate with each other ‘'by
exception.” In other wordc, if all parameters stayed unchanged over
a particular period of time, no communications would be required.
The protocol which had been designed during Contract Design assumed
this approach, and was therefore quite robust but also cumbersome.
It was decided early in Detail Design that too many parameters
would change too often to allow such a structure to be implemented.
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If the "by exception" design were to be used, an unacceptably high
number of different message types would have to be generated each
second by many of the processors. This would have dedicated too
much processor time to the communications task. Instead, an
asynchronous and periodic communications architecture was adopted
whereby each console would send status updates to each other
console two times per second. These status messages were to be very
long, up to 1Kbyte each.

+ Change to MCS Protocols - When the MCS interprocessor messages
and the messages between processors and non-digital devices are
combined, the resulting communications load was such that the
protocol defined during Contract Design for MCS computers was
deemed unacceptably slow and prone to disruption. As a result, a
more streamlined protocol was developed, one which capitalizes more
effectively on the connection-oriented nature of DMS. In addition
to this, the message error checking accomplished within the
AN/UYK-44 processors was also abbreviated to reduce the overall
time spent in communications.

+ Future MCS Protocol Modifications - A network of computers
which only communicates "by exception" would logically adopt a
source initiated message structure. Since the MCS computers now
communicate periodically rather than by exception, one can decide
on source or sink initiation of messages depending on which is most
efficient. (Note that this topic is independent of DMS. Even if the
MCS computers were hard-wired together, these protocol issues would
arise. If the bus system can efficiently implement source or sink
initiated protocols, which DMS can do, it is only the user
application which determines which approach is best.) Generically,
with or without a bus, to reliably transfer source initiated
messages between two computers involves four steps:

1. Message transfer request from source to sink device.
2. sSsink indicates ready/not ready for data.

3. Source sends data when sink is ready.

4. Sink acknowledges receipt of correct message.

Equally reliable sink initiated messages only involve two steps:

1. Message request from sink to source.
2. When ready, source sends data.

In sink initiated transfers, the fact that the requesting
computer receives the data message implicitly means that the other
computer was available and that the message transfer occurred
correctly.

The inherently more efficient sink initiated protocols are

currently being tested for MCS communications. The DMS suite used
to perform these tests can accommodate either source or sink
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initiated protocols concurrently.

Another important lesson learned in the application of DMS for
the Machinery Control System related to documentation. The MCS
processors interface with many hundreds of non-digital devices via
DMS. The quantity and location of these devices is often not under
the purview of the Machinery Control System NAVSEA code. Not only
did the MCS community not know what all of these peripherals were,
but they also did not know exactly how a processor connected to DMS
would read or control these devices. Interface Design
Specifications (IDS) are a common document used in ship design to
define precisely how two digital processors communicate, but 1IDSs
had not been needed in the past between processors and non-digital
peripherals. To meet this need, a system was designed which
automatically provides DMS addresses and message formats for all
non-~digital peripherals connected to the bus, wusing the DDG 51
Contract Drawings and the DDG 51 DMS database as sources. The
document and floppy disks generated are used by the MCS community
to augment their MCS IDS and allow software development to proceed.
In addition, this automatic message format tool allows the MCS
software to keep abreast of changes that occur to the configuration
of these non-digital peripherals.

7. MCS LAND BASED TEST/DEVELOPMENT SITES

Two land based sites have been established to develop MCS and
to test the MCS operating with DMS: the MCS Vendor Test Site at the
General Electric Simulation and Control Systems Division in Daytona
Beach, and the Land Based Engineering Site (LBES) at the Naval Ship
Systems Engineering Station in Philadelphia. Both of these sites
are provided with a DMS suite which is considerably smaller than
the DDG 51 DMS, but which emulates its functionality. Thus, each
MCS processor is connected redundantly to DMS over STANAG 4156
serial digital interfaces, DMS provides redundant data paths
between terminals, and user devices related to MCS which are not
present at the test sites are emulated by simulation computers.

During testing at these sites, a number of problems surfaced.
Below is a summary of problems and resolutions related to the non-
trivial system level issues encountered.

7.1 DMS Problems Found at MCS Test Sites

Early communications testing was hampered by a number of small
but disruptive problems in the DMS terminal-to-user device
interface. These were found to be errors in execution rather than
intrinsic design faults.

a. Unintentional DMS mode enabled. The DMS Specification for

the STANAG 4156 interface includes a mode called the "Type B
DMS-Initiated Source Device Transfer." This mode, which is not
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included in the NATO STANAG 4156 Specification, is not understood
by the AN/UYK-44's STANAG 4156 interface adapter. DMS was
occasionally enabling this mode unintentionally, and the result was
that communications with the particular computer port would be
disrupted for periods of up to 6 msec. The mode was disabled. The
lesson is that when Specifications for a particular system impose
requirements beyond those stipulated in the Standard, extreme care
must be taken to ensure that complete compatibility is maintained
with the Standard, in all operational modes.

b. LBES DMS saturatjon. Although not strictly a "DMS problem"
in the sense the others are, this is listed under DMS because it is
clearly not an MCS problem. The original LBES MCS system was to
consist only of three processors communicating over DMS. To meet
this need, a small DMS was designed which would support two
simultaneous intra~terminal conversations or one bus-mode
conversation. Later, two Integrated Test Sets (ITS) were added to
the MCS processors to emulate the traffic caused by the three

missing consoles and by some of the non-digital peripherals. If
the three actual MCS consoles are communicating, DMS supports the
message traffic properly. If the two ITSs are also enabled to

respond to messages but not to initiate their own traffic, DMS
still supports the data load. However, if the ITS which emulates
the three missing MCS computers is set to emulate more than one of
the missing consoles, DMS becomes saturated. The symptom is that
scheduled messages are missed at a rate of 100 or more per minute.
To resolve this problem, the LBES DMS was upgraded to a two bus,
two (internally redundant) terminal system identical to the MCS
Vendor Test Site configuration.

c. LBES production hardware Turn-Around Mode problem. When

the newest production STANAG 4156 interface modules were installed
in the two-bus LBES DMS, the turn-around mode (i.e. when data are
transferred internally rather than over the main bus cables, used
for "local calls") was found to be unreliable. The bus mode,
however, operated correctly. Older STANAG 4156 modules operated
correctly in all modes with the new DMS equipment. The problem
turned out to be caused by an unfortunate accumulation of
tolerances between the new DMS terminals and the new STANAG 4156
modules. A modification to the terminals' operating program and to
the STANAG 4156 modules corrected the problem. This demonstrates
that, especially in situations involving production runs which are
extended over long periods of time, it is important to strive for
the lowest possible sensitivity to timing tolerances. If
"equivalent" components from different manufacturers will be used,
or even components taken from different 1lots produced by one
manufacturer, worst case combinations of timing variability must be
expected.

It should be noted that all of the above problems related only
to the user-to-DMS STANAG 4156 protocols (including protocols
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between DMS-user interface and the DMS terminal). None involved
basic DMS protocols or timing. As might be expected, the Navy
officer and GE engineers assigned to MCS development work at
Daytona Beach became very adept at detecting and correctly

1dent1fy1ng these faults, and in numerous cases these same
individuals replaced DMS circuit cards or PROMs mounted on the
circuit cards without DMS engineers being present. NAVSSES

personnel have become equally familiar with DMS.

7.2 MCS Problems Found at MCS Test Sjites

In spite of the fact that the above DMS problems were being
resolved, MCS communications were still not meeting expectations at
the test sites. It appeared that an inordinate number of messages
were being transmitted by one computer but not acknowledged by the
intended sink computer. The details of what was modified to
correct each of the problems are not known to the DMS communlty,
but the MCS-related problems can be roughly organized in the
following categories.

a. "pPeriods of darkness". After an MCS processor had received
a message via DMS, periods of time in excess of 5 msec were
sometimes measured during which other message traffic appearing at
the interface (from other computers in the MCS network) would be
"dropped on the floor." During these periods, aptly dubbed "periods
of darkness" by the NAVSEA MCS Project Engineer, the interface
appears free to DMS, so the protocol adopted for MCS communications
allows DMS to send the message to the sink interface. The sink
device, however, could not process the incoming message. Several
changes to the MCS software were implemented which reduced
considerably these periods of darkness. Among the changes was a
more efficient message checking procedure, such that conducting
quality checks on received messages would not preclude processing
other message traffic to as large an extent.

b. I e interfac atus iterion. The original MCS
protocol required that, should an interface with DMS appear to be
faulty, the MCS console associated with that interface would send
out test messages, and would only resume communications on the
interface after receiving a correct test message response. Very
often, however, what appears to be a faulty interface is simply a
busy interface, which clears itself in due course. But the MCS
user protocol caused all subsequent messages attempting to go
through the interface to be ignored unless they happened to be test
messages responses. So the initiating processor was bombarding that
interface with test messages to other devices, attempting to
reestablish the DMS port, causing a bad situation to become worse.
To correct this problem, the MCS software was changed such that any
correct message appearing over what was assumed a faulty interface
is enough to consider the interface fully operational. Thus,
interfaces are typically assumed faulty for a much shorter period
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of time, good messages are not being ignored, and a smaller
quantity of test message traffic is generated.

c. ITS not ready for data in time. The original protocol
established for source-initiated transfers from an MCS processor to
an ITS dictated that DMS forward the request header to the ITS to
allow it to prepare itself for the incoming data message. Having
forwarded the request header to the ITS, DMS would then immediately
indicate to the source MCS computer to start sending the data
message. Using this protocol, DMS would send the first data word
to the ITS about 50 to 70 usec after forwarding the request header.
This was not allowing the ITS enough time to configure itself for
the incoming message. The protocol was changed such that the DMsS,
having forwarded the request header into the ITS, must now wait for
the ITS to acknowledge when it is ready for data. This
acknowledgement is then used by DMS to indicate to the source
processor that it can start sending the data message.

d. Excessive computer response time to Receive Requests. As
mentioned previously, a sink initiated intercomputer protocol is
being tested at the MCS Vendor Test Site. To alert the data source
computer that someone has requested its data message, DMS forwards
the request header into the source computer. This processor then
converts its input buffer into an output buffer, filling the output
buffer with its (long) message, then sends the message to DMS.
Very often, the 2 msec DMS waiting time was being exceeded, and the
message transfer would be aborted. To solve this problem, the MCS
processors are now using the STANAG 4156 Burst Mode, whereby the
processor starts sending message words to DMS before the entire
message is loaded in the computer's output buffer.

e. Busy signal not avajlable for Recejve Requests. (This is
not strictly an MCS-related problem, it is actually a STANAG 4156
shortcoming. However, the solution involves the MCS processors, so
the problem is described here.) STANAG 4156 does not specify a
Ybusy signal" during interprocessor sink initiated transfers,
although such a signal is available with peripheral device
protocols. As is the case for source initiated transfers, DMS
could, by means of a busy signal, indicate to a requesting computer
within 3.4 msec whether or not the requested channel can be
established. If the AN/UYK-44 is not provided with this signal,
the only alternative is for a timeout timer to be set within the
AN/UYK-44. For several reasons, in this application this timeout
timer cannot be less than 20 msec, which means that 16.6 msec are
wasted whenever DMS cannot establish a communications channel. It
also means that the potential for message disruptions exists during
this 16.6 msec, because DMS is free to send requests to the
processor, and the processor is still waiting for DMS to honor its
previous request for service. One solution to this problem is that
the AN/UYK-44 must, having sent its request header to DMS,
temporarily change to a peripheral sink initiated protocol. When
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DMS senses that the processor is using the peripheral protocol
(STANAG 4156 Type A), it will provide, as necessary, the busy
signal. As soon as the data message or the busy signal have been
received by the processor, it must restore the intercomputer
protocol.

This experience with the two MCS test sites shows clearly
that, especially when intercomputer communications are involved,
testing of the equipment is extremely valuable. When large systems
are involved, hard to detect human error and hard to predict timing
incompatibilities are bound to exist and must be systematically
whittled away. In spite of the visibility these user interface
problems received at different periods, in retrospect there was
nothing intrinsically wrong with the MCS-DMS system design, nor was
there anything particularly surprising about the nature of the
problems encountered.

8. STEERING CONTROL SYSTEM

A modern, digital computer-assisted, Steering Control System
is designed into the Arleigh Burke class. This highly survivable
control system includes an autopilot, a fuel conservation mode, a
ship roll reduction mode, and several backup modes of operation
should the steering system computer fail and should all bus
communications fail.

The Steering Control System (SCS), like the MCS, was designed
with the assumption that a general purpose data bus would be
available, although a less capable non-bus variant also exists.
The SCS consists of only one AN/UYK-44 processor, located in the
Steering Gear Room, one digital peripheral located on the bridge,
and numerous non-digital devices on the bridge and in the Steering
Gear Room. The AN/UYK-44 and the digital peripheral are equipped
with serial digital STANAG 4156 interfaces. Because scs
incorporates only one digital processor in its design, the message
flow turns out to be considerably more predictable and orderly than
the asynchronous, six-processor MCS network.

The SCS evolved much like the MCS during the DDG 51 Contract
Design phase, although on a smaller scale. The original design
included primarily digital equipment on the bridge, a processor and
non-digital devices in the Steering Gear Room, and backup steering
cables from the bridge to the steering room. To maintain more
similarity between the DDG 51 SCS and the non-bus variant, several
functions of the SCS were changed from digital processor functions
to contact closure discretes. For the DDG application, these
discrete signals are sent over DMS using a scheme whereby each of
the two rudders is serviced by redundant paths over DMS.

The current design allows steering system commands to be
passed to the AN/UYK-44 over DMS, steering system commands to be
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transferred between non-digital equipment over other DMS paths, or
rudder commands only to be sent over the backup cables between the
bridge and the Steering Gear Room.

The steering system's AN/UYK-44 processor was always intended
to provide autopilot operation, but the details of the
implementation had not been worked out at the beginning of Contract
Design. The fuel conservation and roll reduction modes had not
been included originally. Here was a good example of the the value
added to a system design by the existence of a general purpose data
bus.

The SCS, from the start, included a processor redundantly
connected to DMS. The SCS designers, when faced with having to
implement ah autopilot capability, needed to acquire Own ship Head
from the Inertial Navigation Sets. How best to accomplish this?
Because the SCS computer was already connected to DMS via STANAG
4156 interfaces, and because the two AN/WSN-5 navigators were also
connected to DMS, it became a simple matter to provide the
appropriate addressing information to the SCS processor, and have
the processor regquest Own Ship Head from either AN/WSN-5 through
the redundant STANAG 4156 interfaces. Note that this change was
limited to 8CS software upgrade; no changes to DMS, to ship
drawings, or to cabling were required.

When the 8¢5 was upgraded to include roll reduction
algorithms, the same strategy was used. The AN/WSN-5s provide DMS
with own Ship Roll (OSR), Own Ship Pitch (OSP), and the North and
East components of true speed (respectively Vn and Ve) in addition
to Own Ship Head from their synchro outputs. (The AN/WSN-5s also
provide many other parameters, including ship position, from
digital outputs.) The ship’s Electromagnetic (EM) Log provides DMS
with Own Ship Speed (0SS) through the water. These data were
provided to the SCS processor by incorporating the appropriate DMS
addresses in the SCS praogram. Once again, with no changes to ship
drawings and cabling, roll reduction and fuel conservation
algorithms were added to the SCS software.

Since the steering control system only needs OSH, OSR, Vn, Ve,
and 0SS for the autopilot, fuel conservation, and roll reduction
functions, DMS converts these synchro data into digital wmessages
and sends the messages, upon request, to the steering processor
over the STANAG 4156 interfaces. The advantage of using the
converted synchro rather than the digital AN/WSN-5 messages is that
the steering processor does not need to conform to the AN/WSN-5s'
message timing; the processor can instead request these
DMS-formatted navigation messages at any time. Message formats are
daocumented as are the non-digital peripheral message formats for
the MCS. Because DMS constructs the messages "on the fly," data
senescence is 1less than it would be from <the AN/WSN~5 digital
messages -~ on the order of 15 usec worst case.
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In the future, more functions can be designed into the SCS,
still with no change to cabling or drawings. Ultimately, for
example, the steering system could compute the best routes to any
point on the globe from AN/WSN-5 ship position data and
geographical data stored in memory.

The operation of the SCS with DMS was tested in a full-up DDG
51 DMS demonstration at the Rockwell International Marine Systems
pPivision plant in Anaheim, California. Only one problem was
discovered of a non-trivial nature: a condition in which one of the
redundant halves of a DMS terminal would occasionally not service
initiate requests.

This problem, referred to as "RM lockup," was also noticed at
the Combat Systems test site in Moorestown, N.J., and was cured by
means of a modification to the operating program of the Remote
Multiplexer (the Remote Multiplexer, RM, is the DMS terminal). The
problem was found to occur in a narrow window of time, if a
particular terminal were to receive simultaneous initiate and
response mode requests. This condition had not been noticed
previously because situations involving very high retry rates are
needed to cause the problem to occur. Data traffic at the MCS test
sites does not create the conditions favorable for this anomoly.

9. NAVIGATION DATA DISTRIBUTION SYSTEM

Much about the distribution and conversion of navigation data
from the two Inertial Navigation Sets AN/WSN-5 has already been
mentioned in previous sections. This function, which includes
distribution/conversion of both synchro and digital navigation
data, was assigned to DMS before the Contract Design phase started.
From the start, an unmutable design requirement for this DMS
application was that introduction of DMS cause no changes to
AN/WSN-5 or combat system computer software or interface hardware.

Ooriginally, the AN/WSN-5 digital messages were only available
in an Input/Output configuration, which means that the user
computer connected to each digital port was to provide control
messages to the navigation set on a constant basis. In the
original implementation, one of the combat system computers
connected to DMS was assigned the task of providing the AN/WSN-5
control messages. The others would receive the messages
periodically with no need to respond. When Output Only AN/WSN-Ss
became available, no control messages from the combat system
computer, via DMS, to the navigation sets were required, and the
appropriate interfaces were deleted from the design.

DMs distributes navigation data to combat system computers, to

certain weapon systems, to numerous indicators throughout the ship,
to certain search radar systems, to the Digital Dead Reckoning
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Tracer, and to the Steering Control System. In addition to this,
DMS includes an embedded microprocessor which also receives the
periodic navigation messages, strips out the Greenwich Mean Time
words, and maintains GMT with a resolution of about 5 msec for any
computer user of DMS. The embedded microprocessor includes logic
to select the preferred navigation set as its source of data. This
GMT from the "ship's master clock" is currently being accessed by
the Machinery Control System computers, and is a requirement of the
MCS Specification.

As mentioned previously, DMS provides digital navigation data
messages to the combat system computers via MIL-STD-1397A Type E
(or Low Level Serial) interfaces, while the AN/WSN-5 sends the data
to DMS via a Type A parallel interface. This involves not only a
conversion in interface electrical properties and bit rate, but
also changes to handshake protocols and word length. The DMS
implementation of this conversion function is such that the message
formats for the converted LLS messages are identical to those
prescribed for the future LLS AN/WSN-5s. However, certain details
of the DMS-to-computer LLS interface timing are not identical to
the expected LLS AN/WSN-5 to user timing. For example, the
AN/WSN-5 is expected to offer the message to the user, then retry
one time, 10.24 msec later, should the user be unable to receive
the message on the first attempt. Since the AN/WSN-5 and the users
are essentially isolated by DMS, this retry at 10.24 msec becomes
meaningless. Instead, DMS will allow the user devices up to 4 msec
to accept data or command interrupt messages. Should a user not
accept the message, DMS will discard those data and provide the
next message update on schedule.

These differences between the DMS LLS navigation messages and
the future AN/WSN-5 LIS navigation messages meant that an Interface
Design Specification tailored to the DMS interface was needed.
This DDG 51 digital navigation data distribution IDS also
identifies which of the numerous AN/WSN-5 options were selected for
use in the DDG 51 application.

The MIL-STD-1397A Type E interface was designed with numerous
System Integrity Features (SIF) to permit constant monitoring of
interface status by the connected devices. Among these are
continuous "keep alive™ signals and optional parity checks. The
DMS Type E interface card includes error messages or Command
Interrupt Words to inform user devices of any errors detected by
DMS in a message transfer. In the initial enthusiasm for this new
interface standard, the design was to include use of most of the
SIFs between DMS and combat system computers. However, it soon
became evident to the combat system software designers that using
all of the SIFs would involve a considerable software effort. Most
of these features were eventually dropped from the requirements.
The changes to DMS, as specific SIFs were selected and deselected,
were limited to coding of a PROM at each of the interface cards.
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10. NAVIGATION DATA DISTRIBUTION TESTING

The Combat System Engineering Development Site (CSEDS) in
Moorestown, N.J. is provided with a three-bus DMS for the purposes
of testing many of the combat system interfaces with DMS. Among
these are the two AN/WSN-5 sources (one of them a simulator),
numerous synchro navigation data sources and sinks, antenna bearing
signals, and wind speed and direction. To emulate other signal
traffic in the DDG 51 DMS, the CSEDS DMS is also provided with
selectable background data load in four stages: no extra load, a
DDG 51 equivalent load, and two overload levels to stress DMS
beyond the DDG 51 traffic load. These extra DMS messages are
created by remotely enabling PROMs which send data through the bus
between actual source devices and unused sink interface channels.
The maximum load is designed to be approximately the highest
message update rate which the DMS at the site can service. Some of
the problems and resolutjons encountered at this site have been:

a. Occasional loss of End Of Message External Function. Each
digital message from the AN/WSN-5s actually consists of three

messages: two External Functions (EF) and the data message. The
AN/WSN-5 first transmits a one-word Start of Message (SOM) EF, then
a variable length data message, and finally a one-word End of
Message (EOM) EF. The End of Message EF appears while DMS is still
busy distributing the data message to the combat system computers.
At times, the EOM attempting to reach the message distribution
processor within DMS during this busy period just does not succeed.
This problem was addressed by means of adjusting the internal DMS
retry parameters. EOMs are currently lost at the rate of about one
per hour. Another approach for resolving this issue would be to
program DMS to ignore the EFs from the AN/WSN-5s, and instead to
generate its own EFs based upon the arrival of data messages. This
approach, under consideration at this time, should noticeably
increase the digital navigation message success rate.

b. RM lockup. As described in the steering control section,
the DMS terminals associated with the AN/WSN-5s, the ones with the
numerous retries, occasionally were locked out of initiate mode. An
update of the operating program resolved this problem.

c. Synchro instabjljty. When DMS is connected to synchro
repeaters, the internal DMS digital angle value is converted to a
synchro value by means of digital~to-synchro (D/S) converters. In
some cases, the synchro signal provided by DMS becomes unstable in
certain quadrants. It turns out that some D/S converters,
particularly those of commercial grade, become unstable if the load
includes a significant amount of capacitance, such as would be
encountered with long interface cable runs. Since the problem only
occurs with certain brands of D/S converters, those brands could be
avoided. Another solution, not sensitive to converter brand, is to
include a series resistor at each synchro interface.
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11. IC ALARMS AND INDICATORS

In addition to combat, machinery, steering, and navigation
systens, DMS services a host of other DDG 51 Interior
Communications (IC) signals. These include the wind data
distribution system, rudder angle indicators, various door alarms,
dew point alarms, fuel system alarms, the Collective Protective

System alarms, and many other such signals. Many of these DMS
communication links are between sensors and non-digital indicators
or indicator panels. DMS in these applications was introduced

primarily because it is well suited to select alternate redundant
data sources, and multicast the data to numerous sink devices.
Another reason for connecting some of these signals to DMS is to
make them available to the Machinery Control System computers, over
their STANAG 4156 digital interfaces. Again, the architecture of
the IC system communicating over a general purpose data bus offered
an overall performance benefit.

Issues involved in the application of DMS to the IC alarms are
typically less complex than the ones described previously because
most of these are signals between non-digital devices. DMS
provides message timing and signal conversion. Verification of
correct message flow for the "dumb to dumb" device signals was
accomplished on the DDG 51 DMS shipset during the DDG 51 DMS
demonstration.

12. SUMMARY

Application of the DMS general purpose bus to the DDG 51 Class
has illustrated the following general concepts:

» Cable and cost savings are only preliminary goals of data
busing, and are not enough by themselves to justify use of a data
bus system in a shipbuilding program. A fundamental understanding
of system performance enhancements or, better, systems designed to
operate with a data bus are needed to ensure that the bus be wused
to its potential.

*+ To extract the full potential from a data bus application in
modern surface combatants, the application cannot be viewed merely
as replacement for point-to-point cable. It is doubtful whether a
data bus applied in this manner could ever result in an overall
improvement over hardwired methods of communication. A data bus
?pplication must be considered at a whole system architecture

evel,

+ The isolation provided by a general purpose data bus between

user devices, and between the core bus structure and user devices,
is a desirable attribute to ensure long term system compatibility.
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» The DDG 51 experience has shown that virtually all of the
technical problems encountered involved the user-to-bus terminal
interface rather than internal bus system problems. Whether the
goal is to achieve a prescribed level of performance, to correct an
unforeseen problem, or to add communications modes in support of
new user system features, flexibility in the user-to-bus interface
is an important asset of the general purpose bus systenm.

+ System level testing is extremely valuable. As the adage says,
"You don't know what you don't know." The potential for problems is
significant when so many different systems, developed by diverse
activities, are connected together. It is much easier to find and
correct problems in a laboratory environment than on board ship
during construction.

+ Maintaining configuration control, in a large general purpose
bus application such as the DDG 51 DMS, is a demanding and
critically important endeavor. To track the constant changes
occurring in a ship design, and their impact on the data bus,
requires the use of sophisticated database techniques.

13. THE FUTURE

In the introduction it was mentioned that the bus system must
be capable of supporting user interface upgrades as well as
upgrades to its own capabilities. It is clear that, as message
volume and data rate requirements increase, eventually changes to
the bus are needed as existing spare capacity becomes exhausted.

One advantage of a general purpose data bus 1is that the
isolation between the bus-user protocols and the internal bus
protocols allows upgrades to either to be accomplished
"transparently.” For example, should a new user interface be
introduced, neither the bus system nor other existing user devices
need be affected. Similarly, should a new, faster main bus
architecture be introduced, perhaps to allow more effective
servicing of new user types, the other devices connected to the bus
need not be affected.

There are plans underway at this time to upgrade the main DMS
bus architecture to increase the maximum system data rate from the
current gross of 24 Mbps to 100 Mbps or more. The plan is to
convert the existing DMS coaxial, linear main bus cable structure
into a dual token-passing ring Fiber Distributed Data Interface
(FDDI) architecture. The FDDI approach involves the following
modifications to the existing DMS:

. a. Each IOU is changed to interface with two FDDI ring pairs
instead of the current Remote and Area Multiplexers,

b. For existing user devices which depend on a connection-
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oriented protocol, the FDDI I0Us convert the user protocel to ;he
connectionless, source-initiated scheme needed for communicating
over the FDDI medium,

€. The existing DDG 51 DMS user devices must notice no change
in service. This includes maintaining all critical timing
parameters as they are now, maintaining message structures as
specified in the current DMS, and, to the extent possible,
maintaining the same physical connection between existing users and
the Input Output Units.

d. Future, faster users must be capable of taking advantage
of the faster channel data rate offered by the FDDI medium.

Thus, the FDDI upygrade plan consists of developing an emerging
commercial ring bus standard, FDDI, into a dgeneral purpose,
militarized data bus system which would transparently upgrade the
current DMS.

A future refinement of this upgrade could be to pursue the
same general course as described above, but to replace the FDDI
medium with emerging, faster media. This would allow the upgraded
DMS to maintain service unaltered for existing user devices, but
would also support faster devices, such as equipment with video and
voice interfaces.

Irrespective of the specific bus medium used, the objective
will always be, when upgrading individual systems for surface
combatants, to remain compatible with current equipment. The next
decade will doubtless bring significant advances to busing
technology, greatly surpassing FDDI, so it is imperative for any
standard Navy general purpose bus to remain flexible and compatible
with numerous dqifferent technologies.
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14. APPENDIX: OSI PROTOCOL LAYERS AND GENERAL PURPOSE BUSES

This brief introductory discussion of the relationship between
general purpose data bus systems and communication protocol layers
is intended to facilitate the understanding of how the Data
Multiplex System AN/USQ-82(V) was applied to DDG 51, and to more
clearly categorize the nature of problems encountered in this
application.

The International Standards Organization (ISO) has developed a
model to describe generically the different layers of protocols
which digital devices must implement to communicate. The model,
referred to as the Open System Interconnection (0OSI) Reference
Model, is intended primarily to provide a framework for
understanding the communications process; OSI does not specify how
each layer of protocol must be conducted.

The OSI model organizes the steps taken by users to
communicate into seven categories or layers, the lowest level being
the physical connection medium, and the highest being the interface
with a processor's application programs. A very brief description
of each of the layers follows:

Open System Interconnection (0SI) Model
Protocol layers

Layer Name Protocol Function

1. Physical - Mechanical, electrical interface medium.

2. Data Link - Data formatting, data routing scheme.

3. Network - Message formatting, segmenting, addressing.
. Transport - End-to-end error correct, routing to Appl.Progrms.
. Session ~ Structuring, organizing of communications.

. Presentation- Translation of data presentation schemes.

. Application - Interface to Application Programs.

If two computers are hardwired together, then all of the
protocol layers would be conducted by the computers themselves,
since no other entity would exist to carry out these functions. On
the other hand, addressing of messages between physical connection
points would be fairly trivial, since a hardwired connection only
ties two points together. A message being transmitted by a
particular channel of computer A would always appear at the same
channel of computer B.

A bus system between the two computers would dictate that
certain specific standards be adhered to in order that computers
and bus operate together. A general purpose bus is a system which
allows computers with various interface types, or even non-digital
devices, to use the bus for communications.

3.117




The Data Multiplex System AN/USQ-82(V) is a general purpose
bus system which operates from the 0SI Physical through much of the
Network Layer. Higher levels of protocol are left to the user
processors. There are several areas in which general purpose buses
such as DMS differ from the more common applications of the O0SI
concept to data busing:

+ Interfaces between users and bus system can be any of a list
of Navy standard digital or non-digital types. DMS is designed to
provide physical and protocol conversion functions such that
subscribers communicating over DMS need not conform to one

particular standard. (Internally, DMS uses a connection-oriented
protocol which supports periodic, aperiodic, source initiated, or
sink initiated message transfers. Access to the multiple main

buses is achieved via a polling scheme from bus controllers to
terminals, and via a prioritized queue contention scheme between
user devices and terminals.)

+ DMS can be set up to allow a user device to format, schedule,
and address its own messages or DMS can provide some or all of

these services., How much of the inherent bus system's flexibility
a subscriber takes advantage of depends on how much bus
control-related software the subscriber develops. A computer

application which was formerly hardwired may opt not to change any
aspect of its software if the bus control features are not
required.

*+ Since the bus system must convert user signals to its own
standard at the source end, there is no reason why it cannot
provide the signal to the sink device using a different interface
format. 1In fact, just as the physical interface at each end of the
link can differ, so too can the user-to-bus system protocols.

Figure 1 shows the physical connection between two processors
using DMS and, by means of the familiar OSI protocol stacks, Figure
2 is the representation of an example of the protocol interactions.
The example shows a serial digital STANAG 4156 processor
communicating with a parallel MIL-STD-1397A Type A computer. In
the example, the STANAG 4156 computer is dynamically changing
message routing through DMS by acting directly at the DMS Network
Layer. The MIL-STD-1397A computer is connected as if hardwired.
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1. The dotted arrow between the source user and the DMS Network
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DMS me ~  add) ing. The sink device in the example is not
aware o1 n:& .n message routing.

2. RMs conduct DMS and user addressing functions, message
formatting, message timing. AMs route messages through first

available of 20 data channels on the 5 main bus cables.

Figure 2. OSI Protocol Layer Representation of Two
Computers Communicating via DMS
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INDEPENDENT ASSESSMENT OF MACHINERY CONTROL SYSTEMS, A CASE STUDY

by [Keith R. Chilvers
Machinery Controls Section, ARE West Drayton

and Commander Richard C. Pelly, Royal Navy
Marine Engineer Officer, HMS Invincible

1. ABSTRACT

The planned introduction of digital control systems for RN
warship machinery control and surveillance led to the requirement for
independent assessment of their performance, prior to ship trials.

This paper describes the computer-based Assessment Facility,
established at the Admiralty Research Establishment West Drayton,
which performed this task for the Type 23 Frigate. It discusses the
reasons for the significant cost of such a facility but demonstrates,
through consideration of indirect as well as direct benefits, the
value of such an approach and concludes that a policy of independent
assessment should be retained.

2. INTRODUCTION

The first Type 23 Frigate, H.M.S. Norfolk, was accepted by the
Royal Navy from the shipbuilder in November 1989, She has the first
digital computer-based Machinery Control And Surveillance (MCAS)
system for a RN warship. At the time this type of control system was
selected an immediate concern was the question of proving its
operation and reliability before sea trials.

It was agreed that the Admiralty Research Establishment , West
Drayton (ARE (WD)) would produce a computer-based machinery simulator
to which a production set of MCAS equipment would be connected and
underqgo thorough assessment in support of the acceptance programme
for the MCAS design. The simulator and associated environment is
ggggnlgggthe Assessment Facility. It was produced during the period

This paper firstly describes the Type 23 MCAS system and its
boundaries. It then describes the structure of the Assessment
Facility and some of the lessons learnt during its development. This
is followed by an outline of some of the MCAS trials that were
performed wusing this facility, and a description of how the
existence of this test environment led to ideas for future MCAS
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developments which could be investigated with minimal recourse to the
manufacturer and without affecting any ship timetable.

The paper finally demonstrates how an agreed plan for a
through-life assessment facility could have large benefits, which
would be maximised if some degree of independence is retained.

3. THE TYPE 23 FRIGATE MACHINERY FIT

The Ship Control Centre (SCC) for the Type 23 provides control
and monitoring of the propulsion, electrical generation and
distribution, and auxiliary systems.

The propulsion system consists of two shafts each driving a
fixed pitch propeller. The drive confiquration for each shaft is
CODLAG with a gas turbine driving through a gearbox, via a Self
shifting and Synchronising clutch, and a direct drive electric motor
providing cruise and astern drive. The electrical systems comprise 4
600v diesel generators which provide the electrical power for the
propulsion electric motors and drive the 440V motor/generator sets
for ship service loads. The auxiliary systems are listed in Table 1.

TABLE 1. Auxiliary Machinery Systems.

Fuel supply, transfer and renovation system.
Lubricating oil supply, transfer and renovation system.

Chilled water system (3 off) Refrigeration system.
Ventilation system. Low pressure air system.

High pressure air system. Special services air system.

Low pressure salt water system. High Pressure salt water system.
Aviation fuel system. Desalination system.

Steering system. Stabilizer system.

Fresh water system. Sewage system.

Bilge and sullage system.

4. THE TYPE 23 FRIGATE MACHINERY CONTROL AND SURVEILLANCE SYSTEM

Vosper Thornycroft Controls (VTIC) was contracted to produce the
SCC consoles (encompassing remote control and primary surveillance of
the machinery systems), local plant controllers for the diesel
generators and chilled water plants, and a secondary surveillance
facility. For the purposes of this paper these items will be
regarded as forming the Type 23 MCAS.

The Type 23 MCAS is a distributed digital system based around
'D86’ hardware, Each D86 unit contains a standard backplane into
which a range of double euro-card height pcb assemblies are inserted.
This range comprises processor (Intel 8086), memory, interface, and
communications cards. There are a total of 17 D86 units utilised in
the Type 23 MCAS, 5 being installed in the SCC, and 12 distributed
throughout the ship as shown in Figure 1.
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—~—

Each Local Control Panel (LCP) consists of an operator panel and
D86 unit which provides sequential control of starting and stopping,
primary surveillance and data collection functions for that machinery
item (diesel generator or chilled water plant).

The Control and Data Collection Units (CDCUs) £for the Gas
Turbines and Electric Motors consist of D86 units which accept power
demands from the operator at the SCC and schedule power between the
prime movers, transferring the resultant signals to the local Plant
Control Unit (PCU). These PCUs provide reversionary control
positions and contain analogue electronics performing governor-type
functions. They do not contain D86 units, the CDCUs collect data
from the prime movers.

Data collection from auxiliary machinery is performed by data
collection units (DCUs), one of which is housed in a machinery space
while the others are housed within the SCC. The LCPs, CDCUs and DCUs
are all connected, by individual serial data links, to a D86-based
communications sub-system housed in the SCC. These links form a
'star’ network with the communication sub-system at the hub. Fiqure 2
shows the interconnection of the D86~based units.

dlthough the Type 23 MCAS is correctly described as a
distributed digital system the control system is essentially
hardwired. State~demand signals are wired directly from the sSCC
switches to the local D86 unit or on-plant actuators. Value~demand
signals (lever position) are wired directly to the CDCUs. Parameters
displayed on the SCC consoles are hard-wired directly f£from the
outputs of the local D86 wunits or from on-plant sensors. Alarm
conditions recognised by on-plant sensors are wired directly to a
D86-based alarms sub-system, housed in the SCC, which drives the
relevant SCC displays. Warning conditions recognised by local D86
units are wired directly to the SCC displays.

Hence control and primary surveillance does not use computer
communications. The serial data links are used to carry secondary
surveillance information. This consists of transduced plant values
collected on a cyclic basis and warning conditions deduced from these
values. Thus the warning conditions are hardwired to the SCC for
primary surveillance purposes and communicated to the secondary
surveillance system.

The secondary surveillance hardware brings about 2200 parameters
to the communications sub-system in the SCC. There are 2 plasma panel
visual display units (VDUs) in the SCC, one in the Supervisor’s
console and one in the power distribution console. These can be used
independently. There are 2 printers, the Event Printer and the Log
Printer, both use dot-matrix technology. The printers and VDUs are
connected to a D86-based secondary surveillance sub-system which is
connected to the communications sub-system by a serial data link.

Secondary surveillance facilities include:
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* Automatic printing of telegraph movements, warning and
alarm conditions.

* Parameter monitoring and trend display.
* Request printing of watch changeover logs and log sheets.
5. ROLE OF ASSESSMENT

It was agreed that an early production set of MCAS equipment,
together with associated documentation, would be supplied to
ARE (WD).

Hence the assessment role required funding to divert this
equipment to ARE (WD), to provide engineering staff from VTC to help
set the equipment to work, and to cover the cost of refurbishment
when that set was returned for subsequent ship fitting. The outright
purchase of a set of MCAS equipment for the Assessment Facility was
not considered to be cost-effective.

The high-level objectives of the assessment process were:
* Assess all aspects of the system as fit for purpose.

* Identify any shortcomings in the system including those
affecting the system’s ability to meet the Statement
of Technical Requirements (STR}.

* Assess diagnostic and maintenance facilities.
* Assess the system documentation.

* Investigate the operability of the system under normal and
abnormal conditions.

These objectives were to be achieved by a combination of
documentation review, equipment trials, and ergonomic studies.

Two bodies, the Executive Trials Authority (ETA) and the Joint
Trials Team (JTT) were established to oversee the assessment process.

The ETA was solely comprised of Ministry of Defence (MOD)
representatives, It co-ordinated all aspects of the policy of
assessment from the scope, delivery and procurement of equipment to
be assessed, through the definition of the trials’ objectives and
approval of the trials’ programme, to consideration of actions to be
taken based upon trials’ results.

The JTT comprised representatives from MOD and from the control
system and machinery sub-contractors. Its role was to provide
technical information to define the simulator performance
requirements, and to plan, produce, execute and review the trials’
procedures and results. The JTT considered any risks contained in
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proposed trials, JTT agreement of such trials denoting the acceptance
of any risk.

The stages through which equipment trials passed were:
a) Proposal for trial, and JTT agreement.
b) Production of trial schedule, and JTT agrement.
¢) ETA approval, and incorporation into the trials programme.
d) Execution of trial, with simultaneous report preparation.
e) Comment by JTT.
f) Issue of report.
The Conducting Authority for the trials was ARE (WD).
6. THE ASSESSMENT FACILITY
The Assessment Facility was required to simulate the
characteristics of the Type 23 machinery systems and to connect to a
production set of MCAS equipment. The first problem lay in defining

the simulator boundaries.

6.1 Simulator boundaries.

The Main Electrical Power System (MEPS) controls the generation
and distribution of electrical power for both the 600 and 440 volt
systems, and provides automatic parallelling of the diesel generators
onto the 600 volt buses. It consists of a Primary Electrical Control
Panel (PECP) in the SCC which contains a D86 unit that is connected,
by serial data links, to 2 further D86 wunits housed in Secondary
Electrical Control Panels (SECPs) which are co-located with the main
switchboards . The D86 units in the SECPs are also connected, by
serial data links, to the communications sub-system. There are thus a
total of 18 D86 units connected to the communications sub-system, as
shown in Figure 2.

MEPS is not part of MCAS, but its interactions are so strong,
both in control functions and in provision of secondary surveillance
data, that MCAsS assessment clearly required provision of MEPS
hardware. This was achieved by including a production PECP in the SCC
console and procuring a D86 unit, known as Alternate MEPS, configured
to contain the functionality of the 2 SECP units. The performance of
this unit did not form a direct part of the assessment.

The gas turbine PCU contains relay 1logic for control of
starting, stopping and running the gas turbine, and contains the fuel
system controller, but is not part of MCAS. The electric motor PCU
provides closed loop control of electric motor power and performs
motor protection and start interlocks, but is not part of MCAS.
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Figure 3. Type 23 equipment at the Assessment Facility
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It was accepted that MCAS system assessment rtequired the
provision of both PCUs for one shaft whilst their functionality would

be simulated for the other shaft.

The total package of equipment connected to the simulator is
illustrated by Figure 3. At the interface the outputs £from the
simulator represent transducer signals that would be expected by
control and surveillance equipment onboard a ship.

6.2 Equipment cabling.

The S8CC and console-installed D86 units were arranged in the
Assessment Facility as per the ship SCC installation (in terms of
relative positioning). The outstation equipments were grouped to
represent their compartmental allocation within the machinery spaces.

Equipment cabling was prepared, at ARE (WD), in advance of
equipment delivery. The serial data 1link cables were terminated by
standard connectors. The cables to carry hard-wired signals between
the units were terminated at one end with lugs for use in the screw
type terminals in the SCC consoles, and at the other end with
multi-pin plugs for connection to the local D86 units. The cable
reels were drawn from Naval stores with pattern numbers corresponding
to ship details, but were not made to ship's lengths. A measure of
the cabling effort can be seen from Figure 4.

il

Figure 4. Controls equipment cabling.
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6.3 Simulation detail.

The machinery systems to be simulated comprised the propulsion,
electrical power, and auxiliary systems previously listed, together
with the gas turbine controller and electric motor _cgulator for the
starboard shaft.

ARE (WD) was not the sole body producing computer simulations of
Type 23 machinery systems. A Performance Modelling Working Group
(PMWG), comprising MOD, the shipbuilder, equipment manufacturers
and consultants, was Set up to co-ordinate aspects of simulation
development. The PMWG maintained a data base of machinery
performance characteristics, based upon machinery specifications,
experimental and simulation data.

The 1level of detail required within individual simulations in
the assessment facility was determined by the importance of the
machinery systems to ship operation and by the degree of interaction
between the machinery and the control system. The main propulsion
elements are represented by detailed dynamic models. These
characterise the response of the machinery to control system demands
over the full operating profile. 1In other systems the models are
much simpler.

All of the models were developed specifically for the assessment
facility The approach was to define the characteristics of the
systems and their interactions in a set of Machinery Performance
Definitions (MPDs) and to use these to write a set of Simulation
Performance Definitions (SPDs) which could be developed in-house or
by software sub-contractors.

These MPDs were sought after by others involved with the
Type 23, especially by those preparing operating instructions.

6.4 Simulator structure.

Figure 5 shows the computer configuration used for the
simulator. Ideally hardware decisions should be left as late as
possible although this must be balanced by the need for appropriate
training before software development can progress with confidence.
Furthermore capital expenditure will be governed by the availability
of funds, which may only exist for a narrow period of time. In this
case the hardware was purchased at the start of the programme (late
1985) to meet capital expenditure requirements.

The requirement was to procure a computer system that would be
powerful enough to handle the simulation and associated requirements.
Unfortunately the simulator boundaries were not agreed at that stage
and hence the required computational power could only be estimated.
This was not as unusual as it sounds because such simulation projects
are often hard to quantify (some of the machinery systems may be
novel) and boundaries are often changed during development ("if only
you could also simulate ... "). Thus the required computer system
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needed an estimated performance, together with a safety margin
(200%), with a painless upgrade path as a further safegquard.

A single large computer within the budget would not have been
powerful enough. Many small computers were an attractive option but
would have incurred high development costs. The MicroVAXes benefited
from the extensive support expected to be available. The use of
Ethernet to interconnect the computers was attractive because of its
high transfer rates and relatively small hardware cost to connect
additional processors.

Loading considerations required the simulation models to be
split between two computers: 'Slave 1’ and ’‘Slave 2'. The ’'Master’
provides synchronisation, monitoring and data logging facilities.
Table 2 shows the simulations split between the slave computers.

TABLE 2. Split of Simulations between the Slave Computers.

Slave 1 Computer. Slave2 Computer.
Gas turbine. ) Diesel generator (4 off).
Propulsion electric motor. ) Electrical distribution.
Gearbox. ) P Chilled water (3 off).
Transient brake. ) O Refrigeration.
Clutch. ) R Ventilation.
Shaft. ) T Low pressure air.
Shaft brake. ) High Pressure air.
Propeller characteristics. ) Special services air.
Low pressure salt water.
Starboard systems as for Port High pressure salt water.
+ Regulator logic. Aviation fuel.
Desalination.
Hull characteristics. Fresh water.
Fuel supply. Sewage
Lubricating oil. Bilge and sullage.
Steering.
Stabilizer.

Each simulation model consists of several subroutines. There
are a total of about 500 such routines, manipulating a total of 3500
variables. Machinery co-efficients and some characteristics are
stored in 1500 constants and many look-up tables of various sizes.

The individual Simulation models clearly do not act
independently. The values of torques for example are transferred
between simulated machinery in the ‘same way as shafting connects the
real machinery. By siting the main propulsion simulations in the same
computer the need for information transfer between the computers has
been kept down but still totals 60 variables. For instance fuel tank
values are transferred from the fuel system simulation in ’'Slave 1’
to the diesel generator simulations in ’'Slave 2.
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The simulator, which must operate in real time, uses an overall
time step of 200 milliseconds. This is too long for some of the
dynamics within the gas turbine and electric motor simulations, and
would not satisfy stability needs in their local control units. Thus
software in ’Slave 1’ only is executed with a time step of 100
milliseconds. Clock signals are generated and transmitted from the
‘Master’ computer every 100 milliseconds, with every alternate signal
being ignored by 'Slave 2'.

The facilities available to the simulator operator are:
* Simulator control (Start,Pause,Resume,Stop)

* Dynamic, or file-based, selection of simulated variables to
be monitored.

* Dynamic, or file-based, selection of simulated variab’es to
be logged to disc, with selectable 1logging rate and
control (start,pause,resume,stop) of logging.

* pynamic modification of simulated variables.

* pynamic modification of simulator outputs, to provide a
transducer ’‘freeze’ facility.

* Dynamic selection of pre-selected groups of simulator
outputs to be cyclically modified.

Ethernet carries the synchronisation information, inter-computer
simulation values, data recording requirements and the values of
variables to be monitored or 1logged. The total load on the Ethernet
is merely 1% of its capacity. Data transfers have been sequenced to
minimise the risk of collisions. Thus data communications were a low
risk item in this multi-computer system.

6.5 Simulator interface.

The simulator does not solely consist of the computers. It
includes an interface in which the floating point and integer values
within the digital computers are translated into the transducer and
actuator values expected by the MCAS system. The extensive digital
to analogue conversion needed at the interface was difficult to
achieve and reguired much electronic hardware. It was beyond
anything that could be achieved by cards connected within the slave
computers.

Manufacturers of data acquisition equipment tend to service the
control equipment market where there are many analogue inputs but
only a few analogue outputs. Few supply digital to analogue cards
which handle more than four signals on single euro-card height pcb
assemblies. This system uses 450 digital to analogue converters and
caters for 1250 discrete signals. The cards require a large space
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Figure 6 -
Simulator hardware.

Figure 7. Ship Control Centre, at the Assessment Facility.
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and fill many racks. They need power and absorb much calibration
effort.

As shown in Figure 5 these cards are contained in separate
cabinets, one connected to each slave computer. To minimise the
technical risk in this project these interface sub-systems were
purchased as essentially off-the-shelf systems, but the high
data-transfer requirements combined with the 1large number of 1/0
channels limited the choice to those that connected to the computers
by parallel links. Such systems were not processor based, and
required signal conversion to be performed in the slave computers.

Analogue output signals are not simply obtained by transferring
the floating point simulation value to the appropriate digital to
analogue channel. The value must first be normalised and adjusted to
the range of the converter. Such floating point arithmetic is
processor intensive and presents a large computational overhead in
the simulation computers. In fact approximately 30% processor power
in each slave computer is consumed in signal conversion. This
clearly impacts upon simulation software expansion capability. In any
future project (with possibly greater I/0 requirements) intelligent
interface sub-systems would be necessary.

One possible improvement is to connect the computers, by
high-speed links or network, to a chassis containing a processor and
high-speed 1links to non-intelligent racks of signal conversion
hardware. Such a solution could safeguard the considerable
investment in signal conversion hardware at ARE (WD). (Despite
quantity discounts the interface sub-system hardware cost 3 times
that of the simulator computer hardware.)

The conversion hardware simulates the characteristics of
transducers and sensors, and consists of a mixture of voltage,
current, and frequency cards. Each card contains a number of
channels, some channels are connected directly to the SCC, most are
connected to 1local D86 wunits. It was decided that all these
interface signals would be connected to junction boxes fitted between
the interface sub-systems and MCAS. This allowed manual injection of
test signals and ease of signal monitoring, but added to the cabling
work required.

Figure 6 shows the interface sub-systems, in 6 foot high
cabinets, separated by one (of 3) signal junction boxes. The 2 slave
computers are sited above the junction box.

6.6 Setting to work.

Cabling preparation began in mid 1987 and MCAS system equipment
on loan from the shipbuilder was delivered between January and
December 1988, The extensive installation and setting to work
procedures completed in May 1989 having followed the instructions of
drawings and documentation prepared for ship fitting. Figure 7 shows
the MCAS equipment in use at the Assessment Facility.
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There were many benefits from the setting to work process.
Inaccuracies in the drawings and problems with change control
procedures were spotted before they hindered the ship building
process. As units were set to work their reliability could be
assessed and by the end of 1989 the equipment had been in use for
over 8000 hours.

The multi-pin connectors used between the local D86 units and
the SCC experienced pin displacement problems after repeated
connections. The number of repeated connections at ARE (WD) was
higher than during setting-to-work on the ship, but indicated a
likely through-life problem.

puring development of the electric motor regulator a prototype
unit was tested at the shore test facility in Scotland. Due to the
short timescale, modifications could not be fully proven before the
facility was dismantled. Early tests of the first production
regulator against the simulation showed that further modifications
would be needed before the unit could be sent to HMS NORFOLK. Some
of these tests involved unsafe operating conditions which would not
have been possible on the real plant.

7. THE ASSESSMENT PROCESS

The initial trials, referred to as Functional Trials, compared
the performance of MCAS with that specified in the STR, to confirm
safe operation of ship eguipment wunder all normal operating
conditions. These were performed between August 1988 and July 1989.

Functional Trials started with tests of units within the MCAS
system against appropriate simulations. They completed with tests of
the whole system fully integrated with the simulator. Reports
concluded that the equipment is generally satisfactory and identified
shortcomings. This encouraged changes to the design where
modifications could be cost-effectively implemented.

The later trials, referred to as Evaluation Trials, assessed the
peformance of MCAS under various operating conditions in order to
determine the nature and extent of its operating limitations. These
trials included the following tests:

* Vulnerability of MCAS to power failures.

* Evaluation of the ’failset’ policy implemented.

* Performance of the Secondary Surveillance Facility under
various workloads.

* Effects of processor and communication loading.
An example of such work was the communications loading trial.

This trial consisted of generating known amounts of traffic on the
serial data links within MCAS to plot the change in response times of
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the secondary surveillance facility and to verify that  high
communications loading did not affect the processors' performance of
machinery control functions. The traffic was generated by using the
simulator to change the values of selected outputs on a periodic
basis. Loading factors were selected independently for each serial
data link, the cycling period was also varied. The assessment
facility allowed these complex tests to be performed easily and
repeatably.

A further requirement of the assessment process was to examine
human factors aspects of the MCAS design. Several points were raised
during the performance of the Functional Trials. A full human
factors analysis of MCAS was subsequently performed, the static
analysis phase being performed at the Assessment Facility. This work
is documented in Reference 1.

8. ADDITIONAL BENEFITS FROM THE ASSESSMENT FACILITY

The assessment environment within ARE (WD) produced ideas for
several potential improvements to the Type 23 MCAS system.

Undoubtably the most significant has been tackling the problem
of what to do with the vast amount of information collected by a
secondary surveillance system monitoring over 2000 parameters. The
Type 23 MCAS system automates the data collection previously done by
hand and by Decca Isis systems. Like the earlier systems it produces
paper records which must then be monitored, checked and stored. As
designed it is relatively inflexible especially since it is without
an interface facility for passing information electronically to any
other on-board system.

ARE (WD) have developed and demonstrated a Personal Computer
based system capturing data from the MCAS system. It is a
non-interfering, listening system which can be used to store and
subsequently to process all data which is sent to the log and event
printers. The system bhas very significant potential, as was
demonstrated in HMS NORFOLK during final machinery trials, and could
be implemented without hardware changes to existing equipment in the
Type 23.

Users could then search records quickly for particular events or
trends and make use of the wide range of standard software packages.
Health monitoring at a system level could be automated. Information
could be passed ashore electronically for further study and not least
th; sgace and weight of stored paper onboard could be radically
reduced.

The Assessment Facility was used to help define the Upkeep Plan
for the Type 23 MCAS. It provided an ideal opportunity for general
maintenance requirements to be thoroughly assessed and proven,
without the limitations that would be applied in alternative
environments (on-board ship, at manufacturer’s premises). The
facility was further used to assess the MCAS diagnostic facilities.
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This was achieved by the deliberate introduction of signal faults,
and by the inclusion of faulted boards, with ship’'s staff attempting
to diagnose and rectify the faults,

The existence of the Assessment Facility also provided the
opportunity to evaluate the installation instructions for a damage
control data retrieval system. This had been designed and developed
independently of the MCAS system although it will be fitted within
the supervisor’s console. A prototype unit was provided to ARE (WD),
the resultant report recommends several fundamental changes to the
document and illustrates the value of this small exercise.

9. LESSONS LEARNT FROM THE ASSESSMENT PROCESS.
The main lessons learnt from the assessment process were:

* Need to integrate assessment requirements within the
overall ship building programme.

* Need for early and good gquality documentation which should
include design intentions and system operating principles.

* Need to design on a system basis.
* Need for a continuous assessment programme.

* Need to allow time for findings from assessment to be
actioned.

* Need to control software issue meticulously.
* Difficulty of amending software.

The last 2 points are related. Distributed, digital MCAS
systems at their conception were claimed to be much easier than their
prel.cessors to change. Experience has shown that because very
ccaprelrensive configuration control is required software changes are
expneave. Furthermore the mechanism of incorporating software
updates into the control system computers may generate further work.
For example powering-down the computers to allow new Read Only Memory
modules to be inserted may incur the loss of user-provided
information, and the consequent need for re-keying.

The Type 23 MCAS system includes over 2000 parameters. Studies
of the Integrated Platform Management System (IPMS) concept suggest
that there could be a several-fold increase in the number of
parameters within such future systems, and more extensive use of
VDU-based displays. System integration will become more complex and
the need for independent assessment even stronger.

Steps to control the number of parameters will also be needed.

Distributed principles should be applied even to health monitoring.
There is a great danger of too much information being supplied to
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central watchkeepers who only really need a ‘’healthy’ or 'not
healthy’ indication.

10. SUMMARY

The technological change from centralised analogue control
systems of previous warships to the distributed digital control
system for the Type 23 required a means of assurance that the system
would cope with normal and abnormal conditions. Such assurance could
not have been obtained from a machinery test facility. Hence the need
for a simulation-based facility.

The production of the Assessment Facility has been 2 major
project requiring the development of a real-time simulator of the
Type 23 propulsion, electyical and auxiliary systems, together with
extensive interface hardwWware. Over 30,000 wire terminations had to
be made while integrating the simulator to a production Type 23 MCAS
system.

It has been suggested (2) that the justification of the
facility would lie in the answers to:

* Whether the assessment reduced the risks during first of
class trials.

* Whether the assessment reduced the ship acceptance
timescale.

* Whether the facility would cope with more advanced
technology.

The assessment facility has helped notably to give confidence in
the Type 23 MCAS from an early stage. It identified problems which
needed to be rectified before they delayed the ship and reinforced
conclusions from early trials in the ship.

The simulator has worked well and could cope with more advanced
technology both in terms of the equipment under assessment and that
to be used to perform assessment:

* potential improvements to the interface arrangements are
being researched to cater for the increased numbers of
signals that future plant management systems may require.

* The facility could be expanded to cater for more complex
simulation requirements of future systems.

* A computer-based mimic display facility has been added at
the interface demonstrating possible future approaches.

The experience of producing and operating the facility had
several ’'knowledge’ benefits:
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®* MOD has an in-depth knowledge of the MCAS system.

* Ship’s staff have enhanced their experience whilst helping
with trials on the equipment.

* Maintenance requirements have been assessed on actual
equipment, without interference to the ship building
programme.

The wide variety of personnel who worked at the Assessment
Facility made many suggestions for improvements to MCAS. Some
suggestions, such as computer storage and analysis of secondary
surveillance information, were then demonstrated on the facility.

Tight timescales inevitably mean that many suggestions will only
prove to be cost effective for future warships. Maximum benefit
could be obtained from such input if equipment were available for
assessment earlier in the production cycle, preferable at prototype

stage.

It could be argued that this could only happen if the assessment
facility existed at the manufacturer's premises, as an extension of
their in-house test facility. This approach may be be feasible if,
as in this case, the system components to be assessed were all
manufactured by the same contractor. The crucial question would be
the independent usage of that facility for the role described in this
paper. The ’'independence’ of the assessment process is of paramount
importance. Furthermore the use of a test facility remote from the
manufacturer’s premises has the benefit of reinforcing the case for
early supply of documentation.

The Type 23 equipment at ARE (WD) is being removed, refurbished
and returned to a shipbuilder for installation into a future Type 23,
now that the objectives of assessment have been met. The question of
a through-life simulation-based reference facility, to allow testing
of control system software and hardware updates, is currently being
addressed. An Assessment Facility could clearly perform that role,
al;o enabling problems at sea to be investigated and corrected
ashore.

Additionally such a facility could be used in a training role,
as a supplement, but not replacement for, dedicated training
facilities. For example the complete Type 23 equipment set assessed
at ARE (WD) provided the opportunity for more detailed maintainer
training scenarios than at the official training facility.

Whilst a facility established to cover any of these additional
roles would require the outright purchase of a set of controls
equipment the overall benefits would be considerable, as well as
providing the safeguard of an extra set of equipment available as
immediate emergency cover.

Taking a wider viewpoint the question of on-board training
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arises. when machinery is idle, ship’s staff have limited
opportunity to increase their understanding of the operation of the
controls and machinery operation. The use of an on-board machinery
simulator connected to the controls equipment would be governed by
safety, cost and size. The repeat costs, and the size, of a
simulator such as that at ARE (WD) are dictated by the interface
sub-systems. However it would be possible, in this role, for a
computer-based simulator to communicate directly with the
computer-based MCAS units, avoiding the need for much of the signal
conversion  hardware. The safety aspects of switching between
simulated and physical machinery systems would have to be addressed,
but should not present an insurmountable problem.

11. CONCLUSIONS

The significant investment in independent assessment has
provided a very firm basis for confidence in the Type 23 MCAS system.
Although the assessment has identified several aspects which could be
improved it has confirmed that the Statement of Technical
Requirements (STR) is generally satisfied. Through the ideas and
suggestions which have resulted from the project, there is now an
excellent springboard from which to develop much improved systems and
better STR both for later Type 23 frigates and for future classes of
warships.

Such independent assessment should be policy for future ships.
It should be done early and be well resourced. Consideration should
be given to integrating the requirements for assessment and support,
and to providing a supplementary training facility. Each should be
addressed from a whole system point of view.

12. DISCLAIMER
any views expressed are those of the authors and do not
necessarily represent those of the Department.
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DISTRIBUTED PROCESSOR OONTROL AND MONITORING SYSTEMS
~ENSURING "FITINESS FOR PURFOSEY" FOR THE END USER

by A. T. Mitchell and E. N. Knaggs
shell Seatex, London

1. ABSTRACT

Distributed processor control and monitoring systemse are becoming
camon fixtures in all types of vessel. They offer advantages to the
shipbuilder, ship owner and ship operator. The process of stating
requirements, mamifacturer selection and the subsequent development of the
system with the manufacturer are critical in ensuring 'fitness for purpose’
ard it's importance is often underestimated - particularly in the marine and
offshore world - but also in the naval world when contracts are treated on a

Bxperience gained in the technical auditing of offshore vessels fitted
with such systems and in the design of these systems for ING tankers and
naval fleet replenishment vessels will be discussed. Experience suggests
that such systems usually fall short of expectations in many respects and
particular examples will be given.

Cammon to all vessel types are the requirements for non-degraded
performance under extreme operating conditions and a reasonable level of
fault and damage tolerance. The main factors to be considered in the
selection and development of systems to meet these requirements will be
outlined.

Finally, the paper will draw on the experience gained to highlight
areas ripe for development in the design of these systems and propose scme
particularly attractive features for the future.

2. INTRODUCTION

Distributed processor control and monitoring systems, those "new"
systems which deploy electronic computing power around the vessel and which
utilise data highways for commnication purposes, are perceived as offering
significant advantages over traditional systems one of which is the ability
for the efficient handling of large mmbers of plant signals in real time.
The phrase "control and monitoring™ is based on traditional systems and
probably does not do justice to the power of the processor based systems or
the way in which they are employed. A more appropriate phrase is "control
and surveillance”.
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What is often overlooked is that the traditional system wi it's
miltitude of instruments and controls cabled directly to the plant is a
perfect example of how the new systems should perform. The traditional
systems also handle large mmbers of plant signals in real time; a primitive
example of parallel processing. Of course there is a limit to the mmber of
signalswhidxcanbeharﬂled.hfteran,ﬂ:erearemysml limits in the
shipborne envirorment for the size and weight of the equipment needed to
handle them and of course limits on the upkeep and maintenance support
available.

Present day control and surveillance gystems are normally a cowbination
of "new" and traditional system technologies. See figure 1.

"Fithess for purpose" is a term which in itself is self explanmatory but
applied in practise, in this case to control and surveillance systems, can
mean different things to different people. At the plant level, in and
amongst the machinery, fn:msforpn'poselsdlctatadbyﬁ:emqnxmxts
of the plant itself and it's operating philosophy. There is little room for
error because plant manufacturers hold a wealth of experience and even a
standard control package is likely to hold no more than just a few,
inconvenient, operating idiosyncrasies. More intangible is fitness for
purpose of the shipwide control and surveillance system; that hierarchical
system which brings shipwide control to the fingertips of the operator. In
the context of this paper fitness for purpose not only concerns this system
but also the operators and their actions and reactions. An important
consideration here is the interface between the system and the operator; the
man machine interface (MMI).

It must be remembered that the development of the MMI is largely a
matter of historical convention and preferred operational philosophy.
Witness the differences in the form and manning of control rooms in the
defence, offshore and marine sectors. What is fitted is not cast in concrete
and it is a healthy attitude which questions established methods and
procedures. What is unhealthy is if one particular attitude dominates out of
all proportion to it's value on the project throughout the project lifetime.
A control room designed by traditional accountants would be devoid of
instimentation. At sea, an operator would ask the control room accountant,
"what is the situation?". "Is it really essential to know that?", would be
the recorded reply.

purpose. The assessment of fitness for purpose must address far more than
the esoteric aspects of system design.

There are also many project management tools which can be employed but
these only ease the process of procurement. They do not ensure fitness for
mdﬂn@ﬂwwhmmm&maﬁwmﬁem
this .‘lhis will address those aspects in the procurement process
which do Meadimtbarhqmasximtiu\essforpnpoeeamwﬂl
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describe the tools considered essential for the technical development of the
system.

There is no hard and fast formila for success ut experience gained on
defence, offshore and marine projects points to there being a preferred path
to follow. This paper will first consider the management of the project fram
the technical viewpoint and will discuss the key milestones in the
procurement. process.

There are various reasons why changes in direction take place and
milestones move and same of these will be discussed in terms of management
of the design of the system.

Of all importance is the eguipment itself and some particular points
will be mentioned. 3. MANAGING THE PROJECT

Experience has enabled Shell Seatex to formulate a practical philoscphy
for the procurement of complex systems and ensuring fitness for purpose, one
vﬂudihasbempmctisedwithdis&ihttedmcmtmluﬂmulame
systems in both merchant marine and defence sectors. See figure 2. The
milos@ymisvaymmmmmmmmwwm
the project and the path is marked out by the following milestones
A statement of requirement for the vessel
The formalation of the operational philosophy
The writing of a performance specification
The selection of a shipyard
The agreement of a contract specification
The selection of equipment manufacturers
The detail design stage
Plan approval stage
Factory acceptance testing
Comnissioning
Sea trials

The guarantee period
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Although the requirement is usually for a new vessel, the philosophy
for can be applied equally well to retro~fit of new equipment or
updating of equipment on existing vessels.

Timing is crucial. The stated requirement for the vessel may arise out
of years of study, in which time suitable hardware solutions can be
researched if adequate budgets are allocated. More often time for research
is short; in this case it may help if those involved with the project are
arxrently involved with similar work elsewhere and this is one of the
benefits of employing sameone who is used to working as a "3rd party" and
who has experience of other end user's requirements. This is a very
effective way of introducing new ideas armd questioning established
standards, introducing a process of challenge into the formulation of
requirements.

Same particular end user requirements may not stem from purely
technical considerations. Sametimes there is a necessity to demonstrate
enhanced safety features or to maintain an outward appearance of being at
the forefromt of technology. Sametimes adget limitations demand that an
"adecuate -~ no more, no less" approach is adopted.

In all cases the operational philosophy has to be determined amd
clearly stated.

3.2 Operational philosop

Possibly a more correct title for this section would be, "operational
philosophy, within the allocated budget at any particular time".
Unfortunately, the control and monitoring system budget tends to be looked
on as samething which can be trimmed in favour of more substantial parts of
the vessel, those parts which are more generally understood and appreciated.
This attitude should be countered. There are opportunities to make long term
operational savings, for example by reduced manning arrangements, in return
for increased initial outlay and these should be thoroughly investigated.

One consideration is the calibre of the persomnel to be employed to
operate and maintain the equipment when the vessel is at sea. What is the
extent of their expertise? To what extent can their expertise be enhanced
by training? what expert assistance can be made available from shore based
facilities either by attendance or cammnication? How readily will shore
side expertise be made available?

If there is limited expert knowledge held by the persomnel on the
vessel it does not necessarily follow that technical camplexity of equipment
should be limited. In combination with system redundancy, automated fault
analysis, module replacement techniques and shore based assistance by
camunication and attendance, operating and maintenance personnel need only
be conversant with the basic building blocks of the system and be familiar
with the basic terminology.
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There may be an application here for expert systems; bridging the gap
between the system and the operatator.

If a centralised form of control is to be adopted a decision needs to
be made as to the locations at which these control "rooms" will be located
and the physical commmication to be afforded with other key areas of the
vessel. The optimm locations vary with each class of vessel. In the case of
the majority of merchant vessels the machinery spaces and the control rooms
are designed to operate unattended. In the event of a machinery alarm the
fnstpomtof@allforthedutyergueerisusmllytheomtmlmmto
acknowledge the alarm and to initiate corrective action. It is convenient to
havethecmtrolmanclosetotheenjmeersaccamndatimmmxtetothe
machinery space: very often the contiol roam is sited within the
accommodation block. Where the machinery control room and the cargo and
ballast control roams are canbined there can be an improvement in overall
ship operational efficiency.

Also of importance is the design of the control infrastructure in terms
of intercommmnication facilities and the opportunity for delegation of work
bythecontmlroanopemtorstoﬂnsemoﬂmerareas The distibuted
processor type system demands a review of traditional operating methods.
When it fails there can be an immediate demand on manpower resources for
it's repair and for the resumption and/or maintenance of operation at local
marual level. Such is the nature of these systems operators should practise
operation under simulated failure conditions as part of regular drills
otherwise unfamiliarity will lead to operational problems at critical times.

An operating philosophy is an essential foundation stone in the design
process.

3.3 Performance specification

The performance specification for the control and surveillance system
should be just what it says it is. It should concentrate on the requirements
as far as the end user is affected and should not preclude alternatives in
terms of equipment or system configuration unless this is considered
essential. Often, on a project which involves a long period of research, a
mmber of possible system wmanufacturers are included in the early
feasibility work. While this is useful in keeping options open and in
keeping final system costs at reasonable levels, care should be exercised to
ensure a mamufacturer who is odbviously not capable of meeting the
requirements for performance is relieved of further involvement.

A very useful inclusion in the performance specification is the
reasoning behind the requirements. This helps mamufacturers to assess their
own proposals and acts as an effective first line filter in the approval and
selection process.
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3.4 selection of the shipyard

In present day circumstances the selection of the right shipyard is
even more important than ever before. Care has to be
the necessary expertise is available either at the yard itself or by proper
subcontract to a reputable organisation.

'meselectimpmcessdepaﬂsmmnyfactotsardmyi:nluiepoliti_ml

total design responsibility to the shipyard can introduce further problems.
A carefully considered concept can be diluted out of all recognition by a
shortage of expertise at the shipyard coupled with lack of technical support
from the end user.

3.5 Contract specifjcatjon

There are many ways the contract specification can be written to ensure
adequate resources are made available and suitable mamufacturers are
selected. It is often the case that this specification is, as far as the
detail design is concerned, the last chance for the end user to impart any
real influence on the final system form. The end user will view this
document as a means of directing and guiding the shipyard toward a preferred
solution and the end user will attempt to use it to steer a course for
design development by the shipyard. For the shipyard, the contract
specification represents an agreed level of performance for the system and
the yard will invariably resist any attempt to be tied down to particular
methods and solutions.

There are as many marmufacturer selection processes as there are
manufacturers. One aspect which is always addressed but which is very
difficult to control is that of resources in respect of people and
equipment. Most mamufacturers have extremely experienced and qualified
pecple and can demonstrate excellent pieces of equipment but these may not
be the ones to be employed on your project, at least not for long after the
contract is awarded. Even if they are, if they are particularly skilled they
will almost certainly be shared between two or more similar projects. These
pecple are a valuable manufacturers asset.

In many cases mammfacturers lack a depth of experience from the end
users point of view. It is only very rarely that a marufacturer will be able
to perform a "turn-key" contract in which he accurately identifies the end
users needs and meets his requirements in all repects. Where this is
successfully carried out the manufacturer has usually hired expertise to
enable him to do it. He will only do this of course if he is contractually
abliged to do so, in one form or another, and he has a budget available.

One of the more important activities of the end user is ensuring that

the contract between the shipyard and the manufacturer does not campromise
technical content.
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3.7 Detail desian

It is in the stage of detail design discussians that those aspects
which are peculiar to a manufacturers own equipment are addressed. Technical
solutions must be selected which allow the overall requirements to be met
and for this reason the process must be led by sameone with an overall
picture of the project. This can not be achieved efficiently by comittee.
There is a sensible balance to be maintained between, on the one hand, "all
party discussions" in achieving end user's approval of a particular solution
and, on the other hard, a single person authorised to approve on the spot.
The former ensures all interested parties have an input and therefore the
final design will be acceptable to all - in theory. The latter ensures rapid
pmgmssmperielnehassrmntlntmlmﬂxespot vhenever this is
at all possible, is the more practical arrangement. The authorised person(s)
must also have the necessary authority within the end users camp to ensure

solutions and even conpromises are accepted and that other areas
of the project are controlled, for example, to preserve interface
compatability between systems. It is imperative that the end users

tive maintains a level of credibility with the shipyard and
marufacturer and this can not be achieved by hesitation or reneging on
previous decisions.

3.8 Plan approval

Plan approval is the process of confirmation that the end users
requirements are being met and that the solutions agreed dQuring design
discussions are being adhered to. Again it is important to maintain
credibility and therefore as short a period as possible for approval
purposes is called for. In some cases it may be wortimhile
drawings on the shipyard and mamifacturers "drawing boards", particularly
vwhere early influence is essential, before the design goes too far down ane
particular road.

to
system works, Itistherespmsibilityofﬂxeeniusertocmﬁmatthese
tests that his requirements have been met in all respects and to prove that
those

thesystanhasacceptablefailmmdesamieff . This means that
attending the tests should be those who have been involvedtl’mx;un:ﬂ\e
project, those who will be able to look beyond the black and white text of

the test procedures and the staged demonstrations.

The tests should include an assessment of the system in relation to the
shipyards camissioning programme. . If it is proposed that the system should
be commissioned piece by piece then the tests should include piece by piece
power up and operation.

The tests should also include similated failure conditions and repair
Procedures.
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The only way a camplex system can be tested effectively is as a
ete system and the first time the system comes together in this way

the marmfacturers works. Tertiary devices and systems should
also be included as far as possible, particulary other marufacturers
ecquipment which commmnicate over data links.

Successful comisssioning relies on the knowledge of those involved
gained through doamentation and training. Only a knowledge of “what the
systanisabaxt"willmableacanateobsewatj:asardfeedbagktotake

attended by the system designers. An important aspect of the similated
failure tests is the performance of the operators.

3.12 Guaraytee

If the system is fit for purpose any claims under quarantee should be
limited to normal failures associated with “ruming-in". In the gquarantee
period there is the opportunity to dbserve how the settling down process
progresses and to gain valuable feedback from the operators. The designers
mist be prepared to listen and if equipment or operational philosophy
changes are necessary they should be implemented at the first opportunity.
This exercise should not be looked on as
the result of deficiencies in the design but an essential end stage of the
design process.

In spite of all efforts, very often the distributed processor control
and surveillance system is not oampletely ready at sea trials time. In scme
cases it tuins out to be never quite what was intended. A hind sight view is
a very useful facility and those involved with any project which converts
concepts into reality will be able to identify with the notion of "doing it
better the second time around". Some of these second time around
cbservations will now be discussed.

4. MANAGING THE DESIGN
There is no doubt that the end user knows exactly what he wants when it

cames to a control and swrveillance system for shipwide applications. So too
does everyone else involved with the specification, the purchase, the design
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development ard the ultimate setting to work. Unfortunately, everyone
involved tends to have their own view of what the requirements really are
and these views are, invariably, different. The erd result is often a
canpromise.

At one time the task was relatively simple. Each part of the plant
could be looked upon as an indeperdant entity and those people involved with
the control and surveillance aspects, the chain of pecple fram end user to
designer, would talk the same language and there was little opportunity for
misinterpretation. Each had sufficient knowledge to express their
requirements in terms understood by all and then to check that these had
been correctly implemented. Now there seems to be a necessity for the
transmission of large amounts of data around a vessel and no longer can the
parts of the plant be treated as independant entities. Now the chain of
people includes operators, electrical engineers, oomtrol engineers,
electronic engineers and software engineers. Such is the rate of development
in these disciplines, and particularly in electronics, that the chain of
people is now only temously linked and there are far more opportunities for
misinterpretation. Each member of the chain is well versed in his own
discipline but can only ever have a cursory appreciation of the phraseology
and methodology of the others. The end user and the software designer are
often worlds apart; they may use the same words but they talk a different
language.

The control and surveillance system usually does appear at the end of
the day and it usually performe in a satisfactory mamner. The project is
successful and is within budget (though not nhecessarily the same budget the
project started with). This does not mean to say that the frustration felt
by same people, because they are the ones who compromised the most to make
it successful, is made any more tolerable.

The reasons for campramise are mmerous and they arise in every project
at every stage. Same are glaringly dwious to outsiders and some are subtle
to the extent that it may not be deemed necessary to inform all those
involved that a compromise has indeed been made. Compromises are necessary
when any one or a cambination of the following occur:;

The end user or his agent has unrealistic expectations of the
system.

The erd user or his agent puts an unrealistically low monetary
value on the system.

There is insufficient helicopter for the interpretation of

requirements and design constraints in order to reach a sensible
balance.

4.1 Expectations

The users expectations tend to follow a set pattern as he sets out on
the learning curve for the application of distributed processor systems,
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those "new" systeme employing data highways and which are software driven.
Initially a safe course is steered by insisting that all essential controls
and surveillance signals be cabled independantly in the traditional way and
only the non-essential signals be included in the new system. After a shart
while, either through a process of learming or confidence building or both,
it is realised that as long as the system is engineered properly, fault
tolerance, particularly in fire or damage situations, can be much

by the use of the new system with all it's redundancy features in preference
to traditiomal cabled systems. There are also reductions poesible in the
amount of cable insulation materials installed. All "essential® signals are
thereafter allocated to the new system.

The next stage irvolves an analysis of the new system with respect to
installation and overall project time. It is soon realised that the new
system allows al)l the initial design effort to concentrate on hardware. The
hardware is usually needed very early on in the build programme. The process
of developing software can be undertaken later when the rest of the vessel's
equipment has been better defined. In this way the design development peak
workload experienced at the start of a project can be reduced.

There are also savings to be made in terms of reducing the mmbers of
cables rumning through the vessel. With the new system, cabling and
terminations are concentrated into specific areas of the vessel and there is
a mininum of through ship cebling so reducing space and installation time
requirements. The benefits can be mumerous. Suddenly the new system has
become very useful; every possible use is made of it.

Data can be transmitted around the vessel, proocessed, displayed, duplicated,
analysed, time delayed, checked, conditioned, converted, archived.. the
options appear to be unlimited. Colour displays mimicking the layout of
plant and ecuipment are used as backdrops for displayed data showing
measured values, alarm messages and trend analysis' and watchkeeper logs are
available at the touch of a button. Within seconds new displays can be
brought to the screen amd displayed data is contimually updated. The
specific characteristics of data bus systems whether they be fibre opti
links or copper conductors can include features to assure immmity to
effects of electrical interference.

How these expectations are realised in practise depends on how
marufacturer interprets them and relies very much on a qualatiti
assessment of each feature in relation to the others and in relation to
cperation of the system as a whole. This is a key element in the development
of the system and requires careful consideration and discussion between all
parties concerned.

§38 86
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with appropriate solutions no matter how difficult this may be. In a chain

In developing the concepts the end user or his agent must ask the
question, “what is the purpose of the system,...what is it supposed to do?"
the

One of the more cbwious considerations is

cperators in performing their duties and should enhance the safety
efficiency of their actions.

There are numerous system configurations posgible but it is unlikely
that any particular arrangement could or should be chosen at the concept
stage. What is more important is that the main operational features amd
characteristics are addressed. The end user should try to establish a
sensible balance between what would be nice to have from the operators point
of view and what is, in reality, a practical proposition all things

Despite the wide experience of the "new" distributed processor systems

there is still an overriding influence from experience with traditional

swi , indicators, dials and a plethora of cables and

is the . The traditional systems are well tried and tested and

are well documented. The conceptual design of the new

is still measured against the advantages and disadvantages of the
traditional systems.

old
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of upkeep. Maintenance and the consequential effects of system failure are
essential considerations in the conceptual design of a system which extends
throughout the vessel and which is relied upon to fulfil so many
requirements

Features which support reduced mamning and reduced operator workload
can be included at the conceptual design stage with minimal effect on
overall costs and project campletion time. These features are generally very
simple and can include facilities which allow, through normal operational
practise, the routine testing of equipment; not just the major units and
assemblies but the underlying control amd protective features also. In all
cases the approach to be adopted is to design the system and the operational
procedures so that, as a matter of routine, the day to day operation of the
vessel results in a thorough checkout of all features. If this is done
pmpex;lyallperiodicperfmduﬂtsmnbeadﬂevedasabadgxmﬂ
activity.

As an example, consider a two pump scheme for cooling water supplies.
Normally one pump is rumning as the duty pump and one pump is an standby
ready to start if the water pressure falls (if the duty pump stops). By
allowing the operator to change the configuration simply by stopping the
duty pump he can cbserve that the standby pump autamatically starts. Not
anly has an operational requirement been fulfilled (say, to balance rmumning
hours on the machines), but also a periodic function check of the cantrol
devices initiating the start of the standby pump. This proves the
arrangement without recourse to dedicated planmned maintenance checks.
Ancther opportunity with this exanmple is to provide a check an the
availability of the standby pump both at the time it is initially selected
and the whole of the time it is on standby by ensuring that the design of
the comtrol equipment for the motor allows simple monitoring of power
supplies and interlocks. See figure 3. In this way it's correct operation
when called upon is assured as far as possible. The operator is alerted to a
faultatuxetimitooamsanimtatacritialt:meumthestambym
is called ypon and fails to perform.

Identifying faults as they occur (avoiding hidden failures) can avoid
major failure incidents.

6. THE MAN MACHINE INTERFACE
Distributed processing can be considered

as
earlier in the data collection cycle and so reducing the processing required
at the system "centre®. The effect is to improve the overall performance and
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reduce his processing task by delegation and distribution as for the system
itself. Of course there are essential data that he must either be aware of
or have access to and these should be presented to him in the clearest and
most informative way.

Q1LAaram

The VU is a window onto the plant with same interpretation of the
plant parameters either by data processing or in the design of the VDU page
presentation. One screen can provide a reasonable sized window... but still
only a window. Moving around using this window tends to be slow amd
restricting and therefore movements of this type need to be minimised. As
control actions tend to be restricted when using VDU's autawatic sequencing
should be employed as mach as possible.

The man machine interface can simplify or exasperate the operators
task. It must be designed correctly in relation to the plant and the actions
expected fram the operator. It is very difficult for ViU's to cutperform the
traditional console mounted mimic diagram; a simple arrangement which can
provide a comprehensive overview of the plant by careful attention to it's
design.

The fundamental requirement is to present the operator with the
information and the control facilities he needs to perform his duties under
all foreseeable circumstances. One can imagine his task in terms of three
specific steps - check a plant feature, assess the situation and take
appropriate action. The operator performs these steps continuously under

transfer of information and control commands under all operating conditions.
If this transfer faulters the cperator will not be able to conctruct his
mental picture of the situation and the man machine interface will collapse
into a meaningless mass of indications inviting operator error.

These ideas are best presented in relation to a real situation.
Oonsider for example an oil cargo system. There may be three different
classes of cargo, fuel oil, avcat and lubricating oil each with it's own
set of tanks, valves, pipelines and pumps. The electrical supplies to the
system and particularly the cargo pump motors is ancther unique "set" of
plant. Yet another is the "set" of tank level indications which, among other
uses, are employed for strength and stability checks.

Each of these sets of plant can be thought of as being represented by a
set of plant information which should be readily available to the operator
in an unclutterd form. The traditional mimic diagram can cambine large
rmmbers of such sets of information and clarity in presentation is achieved
through oolour coding of pipelines, common designs of indicators and
controls for similar pieces of plant equipment such as valves and motors ard
tank level gauges, and the sensible grouping of plant with ocommon
functionality, for example, wanifold valves and pump room equipment. The
design of the mimic in terms of what the operator sees, the shapes and
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ocolours and the groups and subgroups, is a form of data processing which
existed long before the advent of the computer.

for long periods, the needs a system of display with uhidihemn
an ove:viadoft.heplantmhismbnn This can be achieved
withﬂaeadoptimofﬂn"alldark“ changes in plant set

efficmntardhanemeffectivennnadﬂm interface.
How are these features reproduced on the VI screen?

In the case of the VDU screen the sets of plant information should
still be displayed in a clear and concise way. Although the option of

of information in a logical way. In scme VDU based systems overhead is
or has been omitted and operators can find themselves confromted by a system
of many (in exxess of 75) pages with no sensible means of navigating through

the mass of data involved.

in the form of fully indexed and cross referenced marmals and allow the
cperator movement from page to related page with single keystroke actions.

It is fairly cbvious that the VIU is not a device with a traditional
equivalent except maybe the operators mamual. It requires a different
philosophy for it's use. To be employed effectively by the system designer

it demands a clear understanding of just what is required by the operator in
terms of autamation and remote control.

It is important to recognise the relative advantages and disadvantages
of automation and remcte control. Remote control allows an operator to
perform his tasks from a more convenient position, usually a central comtrol
room. Although signal processing may be employed in the transmission of
signals and data in a remote control scheme, for example, by the use of
signal multiplexing techniques, this is not considered to be distributed
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processing in the comtext of this paper. Operator action is an integral and
essential part of remote control.

Artamation is a feature which effectively reduces the central

under normal circumstances, in the true application of automation.

Same applications are best performed by remote control and these tend
to be those which rely on "operator re-inforcement" of control decisions;
those applications which require confirmation by the operator that the
control solution is acceptable. A good example is the conmtrol of oil cargo
transfer operations where commmication is required, maybe with another
vessel, to co-ordinate the cperation, a mmber of pipeline valves need to be
cpenedaxﬂpmpshavetobecaﬂ:mlled.

operator to tend to more important things. For these applications all the
operator needs is information alerting him if the automation is not working
as intended. Very often the mistake is made that the operator is shown the
autamated process without being shown the elements of automation. For
example, in a scheme to autamatically control the production of steam from a
cambined oil and gas burning boiler it is usual to find the operator is
quite rightly presented with the key process parameters such as oil/gas mass
flow, forced draught air mass flow, boiler drum level, steam pressure and so
on and is given access to the controllers involved by which he can alter
control set points, gains and other features. Only rarely is he also given
the information which relates the controllers to each other so that he is
aware of the interactions at each stage of the process. By cbserving the
action and reaction of the autamation equipment he would gain a better
understanding of the implications of the adjustments and fine tuning he
invariably attempts in the course of his duties.

It is remarkable that on a system basis there is always a tendency to
overestimate the capability of a distributed processor system and very often
performance suffers because the system is asked to cope with all sorts of
camplicated tasks involving data from all around the vessel. When it coames
to the man machine interface the opposite is generally true; tying up
valuable processing power to carry out simple operations like illuminating a
group of light emitting diodes or similating "on screen" images of dialled
instruments when a more cost effective, dedicated digital circuit or
instrument would do the job more efficiently.

Another example is the use of application software to replace the
perfectly adequate built-in logic involved with different designs of
electromagnetic relays for timing, interlock and latching aplications.
Of course, when it comes to safety related functions it is essential amd
generally more cost effective to employ dedicated systems.
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Remote manual control of cargo and ballast operations, for example,
require the operator to have an overview of the cargo and ballast
He should not concentrate on one part in isolation because, wlulefllling
antankarbthermaybefulhgviaanmadverbmtlycpenedvalvemmexe
else in the system. In this case it could be considered foolhardy to operate
via VDU screens and keyboards if the system being comtrolled is at all
exterswe.ﬂusamngawntmyuﬂeedtmniﬂtoanexpaswearmdetype
game with the operator furiously rattling the keyboard in an attempt to
initiate the right commands at the right time. It would be more appropriate
to provide a console arrangement with individual control and monitoring
devices incorporated into mimic diagrams.

An application for integrated autamatic control may be found in a
control scheme. There may be dedicated software driven control

units local to the machinery which commmnicate to a central management
system in the control room for remote control and surveillance purposes. The
control room operator will usually have the facility to initiate set control
sequences and modify control settings to gain optimumm plant conditions. In
this case there are few problems involved when implementing this scheme with
VIU screens and keyboards as long as the independance of the local control
unit is assured and safety functions are provided in addition. In this way
failures in the central management system would be contained and the
operator could concentrate on repairing the fault and not have to worry
about the safe contimued operation of the machinery. The operator displays
would be more for the analysis of data than the operation of the plant. A
develogment here could be the inclusion of decision making features in the
management to assist the operator in identifying optimising
strategies. Some proprietry control equipment include this feature already.

There are of course applications which do not fall conveniently into
one or the other categories, some which would benefit by a mix of VDU screen
and console mimic facilities. Each must be considered on it's own merit.

6.4 The function of the control roam(s)

In modern merchant vessels the control room is only a data handling
area linked to the equipment actually controlling the plant by data highways
vwhich may also serve to carry signals around the vessel. It is considered
good practise to ensure that no autamatic control algorithm deperds on these
“common usage® data highways for ocontimued operation. The data highway (and
the data highway associated devices) should be considered an integral part
ofthecmtmlroanﬂﬂwhidlsrnﬂditselfbeanaressarualpartofﬂie
plant. All plant should be capable of local operation with plant mounted
instrumentation and controls in conjunction with plant mounted i
safety devices active under all modes of control. Those control features
vhich are essential in providing the control room operator with the back-up
means of maintaining, for instance, manoceuvring capability in the event of
processor failure, should also be independant of the data highways.
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while this approach reduces the critical nature of the shipwide control
and surveillance system it does not permit a relaxation in the requirement
for the system to perform adequately under all fareseeable ciramstances.
Experience gained in the technical auditing of offshore vessels fitted with
these systams and in the design of these systems for liquid natural gas
carriers and naval fleet auxiliary vessels suggests that performance can
fall short of expectations.

The notion, for instance, that the responsibility for control
co-ordination can be transferred from one control room to ancther as lang as
there is a workstation (VIU or software driven console facility) available
is practical, but only uder normal operating conditions. The transfer is
usually implemented by duplicating or transferring the MMI; the system data
base and the operating system processing facility usually remains in the
same location. A true transfer facility, effective under damage conditions,
would need to be implemented in the form of duplicated systems including
independant plant signal interface devices, data highways and control roam
MMIL.

Although many systems boast a range of features and facilities such as
multiple access for control and surveillance purposes in practise the mumber
of similtaneous operations is limited.

Many of the shortcomings in these systems arise out of timing problems.
There are inherent delays involved with data sampling, transmission,
processing and display and while these delays may be tolerable for the range
of normal operations they may became inhibiting when the system is called on
to perform under alnormal conditions. Timing of signals is crucial amd
although different applications have different requirements generally
speaking time delays should be kept to a minimum.

When systems are gradually loaded in terms of data changes amd
pmcessih'qdexanc?stheygmemnyslwdmmarﬂmspasetimsanbem

respord to operator requests under these conditions and some systems have
even given the impression of coming to a halt; the processor equivalent to
stalling the engine. Analogue tank level indications on one particular
vessel were taking in excess of two minutes for sample and display cycles.
One vessel was fitted with a system which performed adequately under normal
conditions but in the period immediately following a plant shutdown (a total
failure of the electrical system) the system could not cope with the mass of
alarms and control signals suddenly arising.

The same is true for operating persamel. While they may be perfectly
capable of performing their tasks under normal conditions there
experiences of confusion and chaos when things start to wrong. Many
serious incidents have been caused by operator error because of poor
design. In the majority of cases of inciderts with which we have
experjence errors have arisen due to the operato. being unable or urwil
to construct an accurate memtal picture of the situation. Crisis training
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for operators is important and Shell Seatex test this aspect of performance
in simlated failure conditions as part of technical auditing procedures.
to explain

[*]

7. GETITING THE IDEAS ACROSS

Once the concept has been defined it is then necessary
concept to those responsible for getting the system built. How well this
achieved will dictate the ease or otherwise with which the des
progresses.

It is often said that the biggest problem facing the shipbuilder is in
engineering the interfaces between systems from different manufacturers.
This is often an understatement.

There are interfaces to be addressed in all areas of the vessel design,
not only in the sense of systems from different manufactures but alsc in the
process of design of the control and surveillance system itself. The
importance of "helicopter® in the chain of people involved with the
develommmtofthesystenhasalmadybemnentimed It is the interface
mismatch between each link in the dﬂintlnthelicqxercmpersates

i

There are four essential tools required for the development of a
distributed processor control and surveillance system. These can take many
forms but their purpose remains the same. They are;

system specification

Adoamtwhidmdefimsﬂxecperatiaal;hilosqixy,ﬂ:ee:@tofthe
system, it's physical appearance and it's performance in terms of an
operating system acting as a framework for same particular application. The
document which describes the system.

data base

Adouma’ttwhidxdetausﬂxesystansa;plmtimintemofsigmls
and data, their oollection, comnection, transmission, processing and
display.'medefinitimofmtmeyamnunrmanhwﬂ\eyamtobe
processed. The definition of what is normal and what is not; the definition
of the relationships between voltages, currents and pressures, temperatures.
?:;ldoc\mxt) 3 whidxdescribesthebanﬂarybebdeenthssysmmmwtside

p) world.
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operational specification

A document which defines what the application processing does, the
definition of autamatic sequences and control algorithms, the definition of
the performance of the system as far as the operator is concerned.

interface definition document

A document which relates the system to the "real world", it's
camectlmtotheothersystatsofmesmp,uxedeﬁmnmofmereﬂe
ﬂgmlsazedenvedanivhezetheyazedelivemdto.'mexegrmpmof
signals under identifiable ship system names (such as main engine, steering
gear, generators..) and the quality control scheme which prohibits
unco-ordinated changes, and hence unauthorised changes, to the design of
plant and system interfaces.

These four tools must be developed in parallel as the design
progresses. Each relies on the others for it's own accurate interpretation
and each has a unique value to those who use them. Like all tools they must
be used properly and those responsible for them should exercise proper care
and upkeep; terms which are synonymous with good quality control.

8. DAMAGE TOLERANCE

Damage tolerance is an essential consideration in a system as complex
as that being described. The time at which the system will be called on to
perform in anger is in the preparation stage prior to an incident (if
adequate warning is given) and the period immediately after an incident in
which minor system damage has oocurred or in which major damage has been
sustained by the vessel.

It is not easy or advantageous to seperate those signals and data
associated with damage contyol functions from the shipwide ocomtrol and
surveillance system. The sheer mumbers of signals involved and the
efficiency and integrity with which they may be handled by a distributed
processor type of system usually means there is no real practical
alternative. Exceptions to this are made in practise such as signals
associated with fire detection and gas detection systems but just how many
of these systems have redundancy and fault tolerant features which would
ensure their continued operation after a major incident?

There are simple rules which can be applied to maximise damage
tolerance and these relate mainly to redundancy and separation. This not
only applies to hardware in the general sense but also to the design of
control schemes, for example, those which use multiple signal imputs. In
this case the rule is to ensure that all signals in the same control scheme
are collected by the same means. The situation to avoid is ope in which some
signals are cabled direct to the processor ormirgﬂaeomtmlactlm
while others are carried over a data bus. The result of not heeding this
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rule is usually the need for operator intervention at local level in the
event of system type failures such as a data bus fault.

There is also the possibility of timing problems. Under normal
operating conditions with the system operating correctly all data will be
"current". The definition of anxrent varies from system to system but as a
guide this will mean sampled data will vary in age from about 0 to 3 seconds
ard maybe up to 5 or 6 seconds for processed data. Timing difficulties can
arise when control algorithms do not, or can not, take account of varying
time delays in received data. In a damage situation data update may not
occur on a significant mmber of channels for a relatively long period. On
same systems “old" data can exist without update indefinitely - when this
occurs camand signals are usually affected too and may reside in a system
waiting for transmission at same later date. If all the data required by a
control algorithm are relayed in the same way there is at least a chance of
this part of the scheme failing in an orderly fashion.

The system failure mode in a damage situation can not be predicted
therefore due regard needs to be paid to the role which the system will be
expected to play in ensuring safe management of the vessel if the worst
happens. The control and surveillance system must support personnel in the
following way.

While everything is relatively normal the system should support rapid
assessment of the ships present condition, rapid attaimment of the desired
ships condition and should continue monitoring to ensure the assessment is
kept up to date.

When damage is sustained the system should support accurate assessment
of damage, the formulation and implementation of effective measures to
minimise the effects of this damage and subsequent restoration to near
normal conditions if at all possible. The system should thereafter contime
to monitor events as a means of confirming these measures are effective.

When attempting to carry out emergency repairs in the aftermath of a
serious incident the system should support the co-ordination of repair
efforts as far as possible.

The principle aim should be to gather and record as mxh status
information as possible within the damage headquarters and main control
areas while the system is working normally. Damage may result in the
severing of vital data links and disparity in status displays in different
areas. There is no practical system configquration which can guarantee this
will not occur. The system can only provide greatest support under normal
operating conditions.

It is possible to arrange that isolated sections of the system contimue
to operate for sufficient time to allow the most productive employment of
manpowey in the period immediately following an incident, but this time is
limited. This is achieved by ensuring independence for cperations by design
of control arrangements and support services such as power supplies.
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As the operating situation deteriorates the system can be expected to
degrade and other means of recording and displaying status information must
be employed, for example, a cambination of verbal reporting and mamually
updated information boards. Care must be taken to ensure degradation is as
graceful as possible and the method of transfer of data fram the system
display devices to the information boards should be designed for ease and
acouracy.

As the system degrades through damage it becomes increasingly important
to ensare that the displayed information is accurate. To meet this
requirement data validation techniques must be employed. There may also be a
need for the use of data base models of the plant with some level of
inference so that the best picture is constructed fram available data. This
may mean that data be tagged according to it's confidence level both in
terms of true status and age.

Same of these techniques can be found already in service in proven
applications. One example is dynamically positioned vessels. The autamation
is usually carried out by a system of dual camputers using position
reference and envirormental data to control propulsion plant and so enable
the vessel to maintain station. Data validation is carried out and both
camputers maintain a complete model of the data and vessel characteristics
so that in the event of a camputer failure control reverts to the second
camputer without interruption and the system can still perform for a time on
camplete loss of reference data by reverting to the model.

- FOR THE FUTURE

The rapidly changing technological envirorment in which we work will
not permit a relaxation in the efforts to ensure complex control and
surveillance systems are fit for purpose. The learmning amve in the
application of such systems seems to extend ever higher ahead of us no
matter how much experience we seem to gather.

There is no doubt that an increase in power and capacity for such
systems will occur in the future. The limitations of existing systems are
generally associated with performance; how many work stations can be
serviced simutanecusly, how much data can be carried and processed.
Performance is simply a measure of the speed at which data processing is
carried out. The more data and the more processing, the slower the system
operates. The most critical time for the vessel, when the system is required
to work without failure or delay, may also be the time that the system works
at the limit of it's capacity.

As processing speed increases and peripheral device speeds are
nuaasedtomtdx,mmumtieswﬂlcpmupforthesesystans The
area in which the most striking changes will take place is, we feel, in the
design of the MMI.

Systems of the future will bring the plant data into focus, permitting
many more background processing activities to be performed in real time,
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thereby presenting the operators with many more mumitiesfordmmlopirg
and testing control strategies. The operator will no longer have to

his activities to the mindane task of plant timpersehxtwilladcpt
a new role almost akin to that of the designer of present times who strives
to optimise the performance of the ship as a whole.

:

It is difficult to predict what form the new MMI's will but they
willcertainlyimozpontemﬂlmmim tplant ‘ormation and
will not only provide checks on the accuracy of data received but will

sumorttheqaeratorbyprioritismgdisplayedinfcmti . Operator actions
mﬂdbebasedmmmﬂatiasqamﬁedby"inteuiqam*smiso:y
systems integrated in the MMI which would also check the cperator response.

« CONCIIISIONS

Ensuring fitness for purpose of distributed processor based control and
stmillarvesysta:sreqaixesgoodfanﬂatimmrkatthe}nitialcanept

particular system design.

These requirements are no different to those for any camplex system. If
they are ignored it may well result a perfect working system but one which
is unsuitable for the application. This can compromise both safety and
performance.

Fitmessmquuesallcamxedtobeammofﬂtepmpose a clear
incl

One of the key considerations is that this type of system is not a
replacement for traditional systems of indicators, controls and displays
cabled directly to the plant. It is an alternative and it's use should be
restricted to those applications and in those areas to which it is best
suited.
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FIGURE 1.
THE SHIPWIDE CONTROL AND SURVEILLANCE SYSTEM UTILISING DISTRIBUTED

PROCESSING - KEY ELEMENTS.

NOTE:

THE TRADITIONAL CONTROL AND SURVEILLANCE SYSTEM COMPRISING THE KEY ELEMENTS
OF PLANT SIGNALS, CABLE AND INSTRUMENT PNEUMATIC TRANSMISSION SYSTEMS AND

CONTROLS AND INDICATING DEVICES (S STILL AN ESSENTIAL PART OF MODERN
SHIPWIDE SYSTEMS.
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THE USE OF A MATHEMATICAL MODEL IN A TRACK GUIDANCE SYSTEM.

by Keith M Miller, Michael J Dove
and John Chudley.
Ship Control Group, Polytechnic South West, Plymouth, United Kingdom

1. ABSTRACT

This paper describes part of an ongoing research program in automatic navigation
and track guidance. In particular it looks at efforts to improve the accuracy of the
mathematical model used in an integrated stystem which is to be used for navigation,
guidance and collision avoidance. The paper commences with a brief description of the
mathernatical mode! and the state space equations developed from it. There then follows a
description of the Kalman-Bucy filter being developed for use in a marine navigation system,
together with the problems of accurately modelling a vessel in changing circumstances, when
these circumstances affect the hydrodynamic coefficients upon which the model is based. It
is then suggested that the accuracy of the model and indeed the inputs to it, which must
be the same as the inputs to the actual system, are paramount to the use of filtering
techniques in marine navigation. To overcome the problems of updating the model under
operational conditions system identification techniques are introduced. This is achieved by
augmenting the state vector by including sway and yaw coefficients derived from the
hydrodynamic coefficients. This, in turn, involves extending the matix which represents the
ship, but simplification methods are then introduced to reduce the computation times in the
micro-processor based system used in the trials vessel. The paper goes on to explain the
complete navigation and track guidance system, and concludes by discussing some of the
results obtained, particularly where the technique has resulted in improvements in
navigational accuracy.

2. INTRODUCTION

Chudley et al (1] formulate a mathmatical model and outline an application in marine
simulation. Similiar models can be used to improve navigation of a vessel at sea, or perhaps
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more importantly, while operating in confined waters; if this leads to improved accuracy of
navigation it increases the safety margins of shipping using narrow channels and port
approaches. Research at Polytechnic South West has been concerned with integration of
navigation data with mathematical models using Kalman filtering techniques, a technique
which is already established in the aerospace industries, and in some specialised maritime
applications such as dynamic positioning systems where navigational accuracy requirements
dictate the need for precise measurements. For the average merchant vessel however,
carrying typically less accurate systems giving a position fix with a random error of between
100 metres and 1 kilometre, forward speed through the water with a random error of 0.1
knots, and a heading to the nearest degree, improvements to navigation accuracy through
integration are not so readily available, and may not be necessary. Work by Kaman and
Bucy (2] targeted at the aerospace industry, showed haow independant estimates of the
state of a system can be combined to give the most probable, or minimum variance,
estimate. This terminolgy implies a statistical inference, indeed the process assumes that
random errors within the measurement systems are Gaussian and the standard deviations
known. Dove [3) demonstrates the application of Kalman filtering to marine navigation,
combining state estimates from measurements with those from a mathematical model. Triafs
conducted in simulation show promising results. in this work, however the model used to
represent the vessel is also used within the filter. Any deviation between the two, or
inclusion of an external forcing function, may lead the optimal estimate to stray from the
true value. This suspicion was confirmed by tests conducted using data collected on board a
vessel in the Solent (UK) [4). Later studies directed towards overcoming these difficulties
have included afloat trials in the Polytechnic’s catamaran and current work involves the use
of a 2000 tonne vessel engaged in the European coastal trade. The ship model which forms
an integral part of the Kalman filter, and hence a part of the overall track quidance systemn,
is formulated in three degrees of freedom. Central to the goodness of the model is the
derivation of a set of coefficients which describe the motion of the vessel under
consideration.

3. THE MATHEMATICAL MODEL

The model used in this investigation is based upon a Eulerian set of equations of
motion. The forces and moments are derived in the usual way, as originally given by
Abkowitz [5], with a modular approach as presented by Tapp (61 for use in marine
simulation. Forces and momemts are decomposed into contributions associated with the
system elements, for example hull, propeller, rudder and disturbance terms. X and Y are
the forces of surge and sway and N is the yaw moment, x, y and ¢ are the corresponding
displacements of the vessel and u, v and r are their derivatives. The rudder angle is
denoted by §, the propeller revolutions by n and the vessel moves on a grid (x,.y,) defined
on the earth’s surface, where x, is the direction of true North, giving a reference from
which heading () is measured.
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In order to model the behavior of the hull it was first necessary to evaluate the
derivatives used in the equations of motion. These hull constants are termed hydrodynamic
coefficients and are usually obtained by conducting controlled tests on a scale model in a
towing tank. Full-scale trials can be performed, but satisfactory control of the trials is
difficult due to unknown forces such as wind, tide and current acting on the vessel and
these results are more frequently used to validate the coefficients obtained from model
tests. There are also some theoretical methods available for coefficient evaluation.
Korvin~Kroukovsky [7] developed a method whereby the vessel's length is divided into strips;
each strip is then treated as a buoyant cylinder of equal area, a form which has been well
researched and coefficients established. Integration along the length of the vessel then gives
some of the coefficients, originally those in heave, pitch and roll. The technique has been
extended by Clarke [B] to include sway and yaw. This method is widely used by those
concerned with ship handling, an application in which operators are not concerned with cycle
time of the program, whereas one of the constraints of filtering is that the model must run
in real time with a rapid update rate. This is particularly critical as the filtering theory used
to date assumes that the system is linear between sampling intervals. Clarke [8] has
evaluated sway and yaw coefficients for a number of vessels using towing tank and rotating
arm test data and then, by regression analysis, produced formulae for evaluation of the
linear coefficients directly from vessel dimensions of length, beam, displacement and block
coefficient.

4. THE STATE EQUATIONS

Addition of first order differential equations to represent the steering gear and main
propulsion, followed by rearrangement of equations of motion such that u, v and r are
expressed in their canonical form, yields equation set {(1). X ... X 4, Y,....Yg, and N,...N
are derived from the vessel's hydrodynamic coefficients.

5] [f oo0o0o0000][s] [% olfs
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The eight first order differential equations are used to define the ship and can be
can be written in matrx form as

x(t) = F(Ox{) + Gul) 2)

where F is the continuous time system matrix representing the ship. When tide, wind and
current have to be considered it is convenient to partition the forcing matrix G into the
control and disturbance forcing functions G, and G,, giving

(1) = FUX() + G (Dult) + G (w(t) (3)

where x(t) is the state vector, ult) is the control vector, and wi{t) is the vector of
disturbances. Integration of equation (3) yields the corresponding discrete solution

x(k+1) = Ak k+1)x(k) + Bk k+Dulk) + Clkk+Dw(k) (4)
where the matrices A, B and € can be obtained from:

Alkj+n) = eFOT

Bik+1) = (eF VT - 1 )R 6, (0 (5)

Clkk+) = (eFOT )R 6,1

5. A FILTER FOR MARINE NAVIGATION AND GUIDANCE

While the vessel's position is of primary importance for marine navigation, the state
of the vessel is likely to be passed to a control algorithm for track keeping. Further
requirements thus comprise accurate heading to maintain course, and velocity information
for feedback, or damping, of the control loop. The system process for the vesse! described
in equation (1) is tailored to suit these additional requirements. The system is not driven by
white noise but by a deterministic control vector and noisy disturbances. Control is assumed
to be stable and disturbances are taken as Gaussian processes with a non zero mean.

The theory of the Kalman-Bucy filter is well established and the equations used in the
research described in this paper are given by Miller [10]. The filter used in the marine
navigation problem is an extended Kalman filter. That is the non-finear system process is
linearized about the most recent optimal estimate, while the measurement process is linear
and the errors are Gaussian. As a ship constitutes a non-linear system, when parameters
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such as large alterations of course and/or speed, shallow water effects, and trim are
considered there must be some limitation to the technique. The linearization process
assumes constant course and speed during each sample period. This is reasonable provided
sample times are small when compared with such factors as ship time constants and time
between waypoints. A block diagram of the filter is shown in figure 1. The filter quations
are used recursively to obtain the state estimate at a future sampling.

Fk/K) z(k+1)
'Y
Lik+1/k+1)
DELAY K(k+1) v
R(k/K) R(k+1/K)

u(k) B(k+1,k)

Figure 1. Block Diagram of the Optimal Filter.

Improvements can be made to the speed of the filter algorithm by considering the
manner in which the equations are used. Figure 2 shows an iterative loop which commences
each cycle by taking a measuremerd, initiates the covariance to the identity, then computes
the Kalman gain and its error covariance. The iterations are used to obtain convergence of
the filter. An improvement on this technique can be made by changing the order of these
operations. In practice the system error covariance and Kalman gain can be computed prior
to performing the measurement process. During this time the computer may weil be idling,
whife awaiting the signal to initiate the measurement cycle, so a saving may be made in
computer time. Furthermore, by computing the initial error covariance less iterations may be
required.
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Enter measurement and disturbance
covariance matrices M and N, state
transition matrices A, B and € and
prior estimate %. Use A, B and €
.ta update estimate to R{(k+1/k).

[s) Take measurement
elay x(k+1)

Initiate P(k/k) to the
identity matrix.

Find predicted error
covariance P(k+1/k),
the Kalman gain K(k+1)

Find transition
rmatrices A, B

and € based on 4
y and the final error
?(Jl,(-;ir)n estimate covariance P{k+1/k+1).

Itterate around these
equations to obtain
convergence of gain.

Use Kalman gain and
E@e————measu"emerﬁg to update
estimate to RX(k+1/k+1).

Figure 2. The Kalman Filter Loop.

6. SYSTEM IDENTIFICATION

Much has been written of the difficuities of obtaining an accurate mathematical model
of a ship. Experience has shown however that a good mathematical mode! is required in a
maritime optimal track guidance system, and the accuracy of the filter is still further
improved if it acquires both control and disturbance inputs, even though the disturbance
inputs may only be estimate of the true values. There is the additional problem of changing
hydrodynamic coefficients as circumstances change. For example, as the underwater surface
of the hull is fouled with growth, when the vesel enters shallow water after an oceanic
passage, or when the velocity is changed. This means that the X, Y, and N values in the
system matrix will require updating. This may be difficult during routine commercial
operations. It certainly would do little to enhance the sale of a filter based integrated
navigation system if the potential owner were informed that the vessel would have to be
periodically taken out of service to update the model. Established techniques for parameter
identification, based upon various optimization criteria, would require new algorithms to be
wcluded into the Kalman filter recursive loop. These methods are wusually time
consuming and consequently are unsuitable for real-time applications. However Gelb (11}
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proposes a method which can be easily implemented into the existing Kalman fiiter loop. This
method has been applied to the track guidance system under development, optimizing
parameters on the minimum variance estimation algorithms already in use.

6.1 Augmenting the State Vector

Let the unknown parameters be denoted by a vector a, having dynamics defined by
the differential equation:

a=0 (6)
with non-linear equations of motion, the system process can now be written:
x = f(Xa) + Gu 7)

where both a and X are to be estimated from the noisy measurement data. Combining x
and a into a composite state vector denoted x* such that:

e [L] 3 [ f(a,,?)o+ Gu } .
a

and applying this system process to the extended Kaiman filter routine yields estimates for
both states and unknown parameters.

6.2 The Modelling Process

Selecting the vector a to contain hydrodynamic coefficients for the vessel gives a
large dimension augmented state vector and a large transition matrix. This formulation would
then lead to cumbersome computations, defeating one of the prime objectives of this
research. Furthermore, due to cross coupling, some coefficients cannot be isolated and are
therefore unidentifiable. An alternative method was suggested by Robbins (121 who applied
this method of parameter identification to aircraft, but used simplified mathematical modeis.
To perform the identification process the system process was reduced to smaller
components and controlled manoceuvres were performed. Then, assuming  certain
cross-coupling terms to be negligible under the control applied, for example when applying
rudder to the aircraft surge and sway terms only are considered and the induced roll is
neglected, a small number of parameters can be identified from each manoeuvre,

3.173




It is not economically viable to attempt to identify slowly varying parameters while on
a voyage as the vessel may be delayed at great expense during identification manoeuvres.
Furthermore, in order to keep the dimensions of the augmented state vector to minimum,
maintain identifiability of parameters and to retain sparse population of the transition matrix
it is necessary to identify the components of the latter directly. Initially only sway and yaw
terms are considered, as these use the least accurate coefficients and were seen to give
poorer results than the surge term. The augmented state vector can be written as:

x*= ( 8, n, x, u, y. v, q’» r, Yp Yu Ys' Y.- N|- NA- No’ Nl )Y i)

where the augmented parameters are shown in equation (1). These constants are dependent
on the vessel states, and hence, assuming a slow transition time of the vessel in
comparison to cycle time of the Kalman recursive loop, the parameters to be identified may
be taken as having dynamics given by equation (8). The state transition matrix F* is now of
dimension 16 x 16, as shown in equation (10).

% 00000000O00O0O0O0O0O0O
0% 0000000000000 0O0
000 100000O0O0O0GO0O0O0O
X, % 0 X, 0 X, 0 0 0 000000 O
0 000O0C1000O00O0O0OO0O0O0O
F=1¢ 00 % 0% 0% 56070000 (10)
0000O0O0OT1000O0GO0GOTO0O
N,ooNoORKNOGRNOOOOS G F
R
0, : 0,
!

where 0, is the zero matrix of dimensions 8 x 8.

Writing this as a partitioned ma' x of 4 sub-matrices, each of 8x8 dimension:

« _|FiE
e[
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The original 8 states of the system process are stiff described by equation (1). The
discrete transition matrix is then given in partitioned form by:

* A : 0
= ‘_ A ..! £
A o ), {12}
where {, is the identity matrix of order 8, and A is the discrete solution to F.

6.3 The Measurement Process

The original eight states of the measurement vector can be obtained as before but
the augmented states are not measured. Y,, Y, Y,, Y,, N,, N,, N, and N, can be obtained
from the previous optimal estimates. The revious set of values for the sway and yaw
coefficients are used in an iterative manner to obtain new values as given in eguation set
(13a). Solutions for the equations should be iterated to obtain convergence.

_You - Yev - Y

s 8

Y‘:—Y.S ~3::v- Y, r
Y, = ~Y,3 -~ Y;u = Y,r
v, = ~Y,8 - ‘:u - Y,v

(13a)

N, ZoNau - l;l.v - Nyr
N, NG - I:,v = Ngr
N, NG - f\\’l.u ~ N,r
N 2 N8~ Nau - Nev

r

3.175




The measurement matrix can thus be written

I |
|
x 0
|
|
I| 0 -¥Y.-x%-§% 0 o0 o0 0
:-%Y, 0 -, -Ly, o o o o
h = 1-3v, -4%, 0o -Zy, 0o o o o (13b)
l
. :--'S:Y, dy,-¥%, 0 o o0 o0 ©
u —] -
|0 0 0 0 0 -§N-3N-EN,
it o o o o -N 0 -¥N-IN
| u'ts u've u'vs
0o 0 0 0 -3n,-UN, 0 -IN,
;0 0 0 0 -3 -UN-YN, O
L .

where X is an 8 x 8 diagonal matrix with diagonal elements egual to the corresponding
elements of the state vector. Then for the computation of the Kalman filter gain:

o

= oh
H= x*Ix £

6.4 Filtering

The filter must be modified to account for the additional terms included in the
processes above. In order to estimate the prediction error covariance and hence the Kalman
gain, A* should incorporate the entire matrix F*:

* A:D
R

The matrix D can then be obtained in a similar way to the discrete control and disturbance
matrices anu is then given by:

D =(e"7 _ 1 HrwE (15)

3.176




The Kalman gain matrix, which now has dimensions 16 x 16, is computed as shown by Gelb
[11].

7. CONTROL AND GUIDANCE

The theory of an optimal multi-variable control system has been developed to control
simultaneously position and velocity of the vessel, and tested in simulation by Burns [13].
Deviation from the desired values were corrected by operation of the rudders and main
engines. The cost function (J) is based upon the summation of the weighted errors over
some time interval, perhaps over one stage of the voyage. In addition to minimise the errors
in the output parameters, the optimal controller must also attempt to minimise the contro!
effort, that is to minimise rudder and main engine activity. The cost function is normally
stated in the following quadratic terms:

Y
J = ft( (x-r) Q(x-r} + u Ru } gt (16)
(=]

where r is the desired state vector and Q and R are usually diagonal matrices, with the
values of the individual elements reflecting the importance of the parameters being

controlled.
Disturbances Noise .
wik+1) vik+1) Noise )
Statistics
ulk) . I_r—l*—le x(k+1) —
| SHIP } ! ' e
E]_[————) [ MEASUREMENT KALMAN

DELAY f
MODEL‘ . . FILTER _j
R(kK) e WA+ K
u(k) B(k+1k)
wik) Clk+1k)
K(k+1/k+1)
INC
k Hydrodynamic

N Coefficients ——_*_1
o

oesD CONTROLLER || = 7 | COORDINATE |
— U, TRANSFORMATION,
rik+1) Vessels position Spheroidal
Desired state on the grid to data

drive displays,
plotters etc.

Figure 3. The Complete Integrated Navigation and Control System
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An initial requirement of the controller is the desired state r at each sample time.
This is obtained by entering a series of waypoints into the computer. in practice waypoint
position is entered through the keyboard using either a cursor on the chart display driven by
the arrow keys, or by typing in co-ordinates using the alpha-numeric keys. The program
assumes that each pair of waypoints alternately define a straight line followed by a curve.
Thus taking the first waypoint as the starting point, the second is the "wheel over"” position
at the start of the arc required to reach waypoint three. On reaching this point, the vessel
is required to be on a steady course to waypoint four which is the next “wheel over”
position and so on. With each waypoint either a speed for that leg of the passage or an
estimated time of arrival is entered, so the desired state of the vessel can be computed at
each sample time prior to starting the voyage. The overall integrated navigation system is
shown as a block diagram in figure (3)

8. RESULTS AND CONCLUSIONS

Data sets used in earlier work were rerun using the filter algorithm with system
identification. The overall track plot for a passage in to Plymouth showed a significant
improvement. Part of a typical plot is shown in Figure (4), from which it can be seen that
the filtered track foliows closely the true position of the vessel. Figures 5 and 6 show the
identified system coefficients. The rudder terms Y, and N, are seen to be noisy. These
terms would be expected to reduce to zero when travelling in a straight line and increase
during the use of rudders in a turn, which is seen to occur. Further noise is probably due
to noisy rudder measurements. Y, and N,, the surge terms are close to zero. These terms
influence the turning characteristics with speed and over the 6 to 7 knot speed range used
during the trial have little influence.

Measured Position

Piltered Position

a nrz u: .B EAsT -E m.)

Figure 4. Comparison of Measured, Filtered and True Positions.
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Figure 5. Sway System Coefficients.
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Figure 6. Yaw System Coefficients.
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A technique to overcome coefficient inaccuracies and variations by incorporating them
in to the state vector has been introduced. Trials were undertaken for sway and yaw terms
only as these were considered to be the most inaccurate and widely varying, but the method
can also be applied to the surge terms. Trials to this end are now being undertaken.
Resulting track plots of filtered position showed the vessel to remain within 20 metres of
the demanded track. The filtering aigorithm in use is intended to cope with random errors
only, and fixed errors must be evaluated and either removed prior to filtering, or an
allowance must be made for them. In this way the noise reduction achieved is a better
assessment of performance. The ability of the system to maintain a position central to the
noise of the position fixing system, in this case a Decca Navigator was used because it
gave the best coverage of the approaches to Plymouth at the time the trials were
undertaken , demonstrated that the filter was producing accurate outputs of displacement in
the three degrees of freedom considered. It was shown previously [14] that inaccuracy in
one, or all, of these outputs led to drift from true track. As values for velocity are fed
back into the modelling process, any inaccuracy in their estimates leads to cumulative errors
in the displacement outputs. The turn rate does however remain noisy and an improvernent
could be achieved by the use of a gyro input, which was not available in the test vessel.
Finally the filtered output was fed to a controf algorithm. Optimal control theory was used
to establish the control parameters to maintain the vessel on track, in both along-track and
across-track directions.
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1. ABSTRACT

The neural network controller for the berthing problem of the ship is discussed in
this paper. The three-layered neural petwork is used to shape the controller and the
weights and threshold of each unit are determined by the error back propagation
algorithm with the pre-obtained teaching data. The controller has two neural net-
works which are used in near and far fields respectively, bascd on the precision re-
quired in each field. The controller is presented on the personal computer, and
simulations to examine the performance are made on it. In spite of many theoreti-
cally inarticulate particulars, simulations show the prospective capability for the
berthing  control.

2. INTRODUCTION

The berthing is one of the most difficult manipulation of the ship.  As the speed is
small and disturbance due to winds and currents become relatively big, control de-
vices are not so effective any more. However, very precise control is nccessary cs-
pecially for not colliding ithe ship to the berth. As the ship motion and control ef-
fectiveness is very difficult to represent in terms of the differential equation, the
conventional design method for the feedback controller is not easily applicable for
this problem(1),

In spite of difficultics, the human operator is very successful to make a safe
berthing. The captain determines the control outputs to the ship by processing data
such as the velocity, acceleration, distance between ship and berth, winds, currents,
environmental restrictions and others as input, It could be cxpressed as the very
complicated input-output relation between ship's state and the applicable control.
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Recently, the neural nctwork is applied to various kinds of <nginecring problems.
In the field of the leuter recognition, the neural network gives good results. The
neural network provides a letter according to the pattern. Similarly, the ship's state
is taken into the neural network controller as a pattern, and thc newwork provides
the control. The network makes a device to change the state into control which is
made by the human operator at present.

In this paper, the neural network berthing controller for the 154,000-ton tanker is
presented. Although there are several applications (2-5) of the neural network to
the ship control, it has not been applied to the berthing problem. The ncural net-
work used here is still primitive and only the basic berthing patterns are illustrated.
However, the simulation shows the prospective ability of the ncural controller for
the berthing.

3. THE BERTHING AND THE NEURAL NETWORK(6. 7)
1 in r

The berthing procedure is summarized in Figure 1.  The ship approaches 1o the
berthing spot in a slow approaching speed. The ship reduces the speed and changes
the course first by rudder and later by side thrusters.  The ship must stop at the
berthing spot with almost zero position and heading crrors. Actually, the lateral
speed should be small enough not to damage both the ship and the berth. This is the
most typical and basic control for the berthing. If there arc winds and currents, the
control would be more complicated.

Far field:
* Reduce speed by the propeller.
* Course change by rudder.

Near field:
* Speed control by propeller.
* Maneuver by side thrusters.

Berthing spot

Figure 1. Berthing procedure.
3.2 The neural network
a._ Configuration and units.  The typical neural network is shown in Figurc 2(a).

of course, more complicated network can be uscd.  The input is a state of the ship and
output is the control for the ship. The neural controller gives the control according
1o the state of the ship. Each unit has its own input-output charactcristics repre-
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sented by weights of the connection, sj, thresholds, h, and transfer function as shown

in Figure 2(b). Input to the unit is cxpressed in the weighted sum of the inputs from
the connected upstream units and the threshold. Output signal is determined by the
nonlinear transfer function to the input. Once the weights and thresholds are de-

termined, the necural controller provides the control output according to the ship's
state.

b. Learning, Weights and thresholds in the network are determined by learning
the tcaching data. Teaching data are carefully collected set of the input-output rcla-
lions which the neural nctwork should follow. Weights and thresholds arc deter-
mined to minimize the crror defined by the output difference between the tcaching
data and neural network output to the samec input.  The process is called lcaming. It
is not necessary to learn all thc data the ship may facc, the ncural controller will
have the ability to interpolate or extrapolate if it has learned cnough data. Some al-
gorithms are proposed for this purpose, the crror back propagation is applicd in this
paper. The error back propagation is an iteration method similar 0 the mcthod of
the steepest descent as summarized in Figurc 3. The error is defined in Equation (1).
Weight increment at the (p+1)th itcration is shown in Equation (2). The weight can
be obtained from the output laycr to upstrcam units. If the type and sizc of the nel-
work and teaching data arc given, the procedure to shape the nctwork is rather clear.
What type and size of the network, what the tcaching data should be are the biggest
problems to be solved.  They should be determined from thc nature of the problem

and precision required for the neiwork. There is no advisable guide for the problem.
In this paper, simple thrce-layered nciwork is used and the sizc of the nctwork is de-
tcrmined by the resolution requirement for the tcaching data as described in the

following section.

X, 5
Input Layer  Hidden Layer Output Layer . z
X ———/5.
n n
z=fIsx;-h)
Mathematical model of the unit.
fw)
INPUT OUTPUT
Si id: ..._l_._.
—_ igmoid:f(u)= 1 +exp(-u)
u
Transfer function.
(a) Three-layered neiwork. (b) Mathematical model for the unit
and the transfer function.
Figure 2. The ncural network.
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Bror: E=g (d-o) e m
i
Weight increment at the (p+i) th iteration :

Aw’_k-ninn(pﬂ):ns!:o:-uQAw;-‘:‘(p) ...... @
Where
8r=(g-opf iy 3

for output layer , and

-
6‘k=(>~5:"w?'n"l]" Gah o e @
n
for middle layer .
Notations.
d; : Teaching data of i~th unit of the output layer.
o; : Neural network output of i-th unit of the output layer.

i; = Neura! network input of i—th unit of the output layer.

-1 :‘ : Weight of connection of j—th Unit in (k—1) th layer and i~ th unit in k~th layer.

-1

u*
o;‘ ¢ Output of the (k—1) th unit of j-th layer.

. M : Acceleration factors.
f, f': Transfer function and its derivative.
Figure 3. The error back propagation algorithm.
4. THE NEURAL CONTROLLER FOR BERTHING
in this section, the npeural controller for berthing is described.
4.1 4 n_tanker

The neural controller for the 154,000 ton tanker is presented in this paper, as the
dynamics of the type ship in slow speeds were obtained in detail by model experi-
ments by Kose et al(8),  The principal particulars of the ship is summarized in Table 1.
The ship has bow and stem thrusters in addition to the propeller and the rudder. To
describe the motion of the ship in vcry low speeds, many mathematical models are

proposed.  In this paper, the mathematical model proposed by Kose ct al(®) was em-
ployed.  The detailed discussion on the equations are described in APPENDIX.

4 iti h niroller
a. Phases 1 and 2. The area where the neural controller works is shown in Figure

4. The area is divided into far and near ficlds from the berth.  In the far ficld called
Phase 1, the ship is controlled by thc propeller and the rudder. On the contrary. in
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type Tanker
Lpp 262m
HuLL B 45m
d i5m
A 154,000 ton
Cb 0.827
Diameter 7.3m
PROPELLER| Pitchratio | 0.607
Number of 5
blades
A 8Im?
RUDDER rea ) 7281m
Aspect ratio 1.709

250’“ :Phasc 2 N
[ :
1 7 MMM I ImIm I rmmrm eI EEyY x
Berthing spot
1500m
Figure 4, Control area and coordinates.
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Layers :  Input Hidden  Output Input Hidden Output
(10 units) (10 units)
x O x O
y QO Yy QO

(a) The Phase 1 controller (b ) The Phase 2 controller

Notations

(x,y): position of the ship, ‘¥ : Heading of the ship

(u, v, r): Linear and angular speeds with respect to body fixed cords.

{w,d): Wind speed and direction., n : Propellerrps., & : Rudder deflection.
bth : Bow thruster force., sth: Stern thruster force.

Figure 5. Configuration of the ncural controller

the near field called Phase 2, two sidc thrusters arc mainly used and supportcd by the
propeller. As the field becomes bigger, the crror at the berthing spot may become
bigger. If one controller is used in whole ficld, a big neiwork may bc necessary to
achieve sufficient accuracy. However, if the field is divided into two parts, two mod-

erate sized networks will suffice.

b. The neural controller The threc-layered neural network is used as shown in

Figure 5.  The input fayer includes cight units, that is, the position of thc ship. x and

y. the heading, y, linear and angular velocitics, u, v and r, speed and dircction of the

wind, w and d.  As for thc outpui, the propelier rps, n, the rudder deflection, 8, for the
Phase 1, the propeller rps, n, the thrust of the bow and side thrusters, bth, sth are for
the Phase 2.

¢.. Hidden layer sizing, Presently, there are no instructive guidelines 1o estimate

how many hidden units are necessary. In this paper, thc number of hidden units is
determined as follows. The sigmoid transfer function is used and it is considered con-
tinuous form of binary function. As the owputs of hidden units arc ncarly binary, N
hidden units can reprssent 2N different patterns in the hidden laycr. Therefore the
number of hidden units which can distinguish P patterns is logoP.  The maximal
number of teaching data used in the Phases 1 and 2 is 130.  The number of the re-
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quested hidden units is eight, for log2130 = 7.02.  Ten hidden units are thought 1o be
enough in both Phases 1 and 2.

4 Teachin

Teaching data are obtained by the simulation on the personal computer NEC PC-
9801 RX with using the simple manual con:roller. The manual controller was con-
nected through the A/D converter. The manual controller has four volumcs which
correspond with the propeller, the rudder, and two side thrusters. One of authors
made teaching data by himself.

Ph hin t Figure 6 shows the Phase 1 tecaching data. In thc Phasc
1, the initial velocity is fixed 5 ki, and no wind is assumed.  Here it is rcquested that
the heading of the ship is as parallel to the berth as possible, and the velocity is about
! knot when the ship gets into the Phasc 2 in order to achicve a good control in Phasc
2. The time history of No.1-3 is shown in Figurc 6(b). Circles in the time history and
the trace show the points where the teaching data is obtained.

b.  Phase 2 teaching data. Figures 7 and 8 show the teaching data for thc Phasc 2
controtler. In Figure 7, the traces and the time history of No.2-6 tcaching data arc
shown.  The initial velocity is 0 kt in Nos.2-1 to 2-3. In Nos.2-4 and 2-5, the ship
started from the same positions, but the initial velocities arc 1 kt in No.2-4 and 2 kt in
No.2-5. No.2-6 and 2-7 start from the same point with initial velocitics 1 kt and 2 kt
respectively. In Figure 8, teaching data conceming the wind arc shown. The wind
speed is 20m/sec and two directions are obtained. Teaching data arc basically in the
constant interval in time, however, data arc more denscly obtained ncar the points
where the control is abruptly changed. Although tcaching data can bc obtained. it is
still questionable whether the quantity and quality of tcaching data is sufficient or
not for the problem.

Teaching data are categorized into threc cases as shown in Table 2. Casc | is for
Phase 1, and Cases 2-A and 2-B arc for Phasc 2. The case numbers will be used in the
discussion in the next scction.

4.4 Leaming

The error back propagation algorithm is uscd here for lcaming, and the main
frame computer HITAC M680/682 is used because of the huge number of itcrations in
the algorithm. To study the cffect of the number of hidden units, ncural nciworks
with 10, 20 and 30 hidden units arc cxamined.  As a result, no differcnce in terms of
the convergence error are obscrved in three cascs. The network with ten hidden
units is considered sufficient in both Phascs 1 and 2.

5. SIMULATION RESULTS AND DISCUSSIONS
rform he neural ntroller
The capability of the neural controller is shown in Figures 9(a) and (b). The net-

work was composed by the Cases 1 and 2-A tcaching data .  Wind effcct is not taken
into account. The neural controller starts from the point A and ship's speed is § kt.
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Ujnit = 5 kt

(a) Traces of teaching data.

Prop(rps) Rud.(deg)

27 5T
i Rudder
For. [ Righti jfeeu ..,
Propeller
- : 1 1
0 0 500 1000
1 (sec)

Rev. Lent

2L 35t

(b) Time history of the No.1-3 teaching data.

Figure 6. Teaching data for the Phase 1 controller.
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Uinit = O kt Uinit = 0 kKt Uinit = O kt

No. 2-1 No. 2-2 No. 2-3
Uinit = 1 K Uinit = 2 W Uinit = 1 kt Uinit = 2 kt
No. 2-4 No. 2-5 No. 2-6 No. 2-7

(a) Traces of teaching data.

Prop.(rps)

Stern thrugier %
e ne v 1 (sec)

Bow thruster

(b)  Time history of the No.2-6 teaching data.

Teaching data for the Phase 2 controller.

Figure 7.
Uinit = 0 kt init = 0 kt
w = 20 mysec | W = 20 misec
No. 3-1 No. 3-2
(a) Traces of teaching data.
Prop.(rp3) Force(ton)
2 18
Pon Bow Vhrester
F:ﬁ | Stern thruster
o w lL
o (vec)
Siab.
a8 l

(b) Time history of the No.3-1 teaching data.

Figure 8. Teaching data concerning the wind.

3.19



L

Case No. Teaching data No.
1 i-1,1-2,1-3
2-A 2-1,2-2,2-3,2-4,2-5,2-6,2-7
2-B 2-1,2-2,2-3,2-4,2-5,2-6,2-7, 3-1,3-2

Table 2. Cases of teaching data.

Indices A 10 D in Figure 9 show starting point, propeller reverse, phase change and
berthing point. In Figure 9(a), initial conditions are strictly same as No.l1-3 tcaching
data. In Figure 9(b), initial conditions ar¢ between Nos.1-2 and 1-3 teaching data.

In Figure 9(a), it is rather natural for the ship not to follow the exact trace of the
teaching data as shown in Figure 6, for the controller has been composed not only by
No.1-3 teaching data but also others.

In both cases, the ship goes further than the aimed stopping point.  This may bc
because that the propeller rating is increased just beforec the reverse to follow the
abrupt change of the propeller. It gives unnecessary speed incrcase for the ship. f
the change of the propeller is less abrupt or smooth, the controller may bc more suc-
cessful for the stopping point control. Moreover, it is cxpericnced that the increase
in propeller rating just beforc reverse depends on how the tcaching point was sc-
lected near the propeller reverse point. In gencral, if morc teaching points arc
available near the change, the less increase could be obtained by the neural con-
troller.

Figure 9(b) shows fairly good interpolation capability of the ncural controller.

5.2 Wind effect

In Figure 10(a) and (b), the control capability 1o the constant wind is illustrated.

The wind comes from 45degrees right forward in the simulation. The ncural con-
troller used in Figure 10(a) leammed the Case 2-B tcaching data.  This includes the cf-
fect of the 20m/sec wind from 45degrees right forward and right rearward. In Fig-

ure 10(b), the controller was composed by the Case 2-A daia which cxcludes the wind.

In Figure 10(a), the controller is successful to lead the ship to the berth.  The wind
gives the speed toward the berth and side thrusters are used in the opposite dircction
to reduce the speed by the wind. In Figure 10(b), the controller cannot take the wind
effect into account and the ship collides to the berth. It is clearly observed that the
capability varies according to the lcarning data.

Actually, the controller used in Figure 10(a) is not capable 10 manage many situa-
tions, for it was made only by two wind conditions.  There should bc much more wind
cases to be leamned for the controller 10 be cffective also to the wind.

53 E Lati bil

The neural controller has a certain capability of the interpolation.  The interpola-

tion here is the capability to form the control between teaching data. The ncural
controller may have capability of extrapolation 10 some extent. In Figure 11, the
extrapolation capability was examined. In this case, the ncural controller is made by

Case 2-A teaching data only in the Phase 2 field. In Figurc 11(a), the ship starts from
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a little outside Phase 2 field and the controller also siarnts working from the same
point. In this case, the controller can give an appropriaic control for the ship. In
Figure 11(b), the starting point from the berth is twice as far as the ficld length from
the berth. In this case, the controller is not successful.  As shown in Figurc 11, the
neural controller is sometimes successful and sometimes unsuccessful to the cxtrapo-
lation. It is not clear until how much extent the extrapolation is available. The
control by the extrapolation is not reliable. The sufficicnt quantity of tcaching data
should be used to make the neural controller working only by the interpolation.

6. CONCLUDING REMARKS

The three-layered neural controller is applicd to the berthing problem. Based on
the accuracy consideration, two neural controllers are used in far and necar ficlds re-
spectively. The neural controller at present can provide appropriatc control for the
berthing. The effect of the winds and currents arc not sufficiently included in the
present controller.

Several discussions on the inter- and extrapolations arc made.  The ncural con-
troller has a capability of the interpolation and it can be furnished by the sufficient
teaching data. On the contrary, the extrapolation is esscntially not reliable. The
field which the neural controller covers should be included in the intcrpolation ficld.

The neural controller itself has very complicated nonlincar input and output rela-
tions. And it has profound ambiguity such as the size and type of the nciwork, trans-
fer functions, teaching data and so forth. In this paper, the size of the neiwork is
determined by considering the number of patterns to be distinguished.

In this research, the applicability of the neural controller is shown by the simula-
tion with using the most basic prototype neural controller. Both the mathematical
investigations and the application development by trials and crrors of thc nctwork
are desired to give a design method of the ncural controller.

3.19



7. ACKNOWLEDGEMENT

Authors would like 10 express their most gratitude to Professors Hisaaki Macda,
Tamaki Ura and Keiji Kawachi at thc University of Tokyo for their instructive discus-
sions and encouragcment.

8. REFERENCES

(1) T. Koyama and Y. Jin, "A Systematic Study On Automatic Berthing Control (1st
Repont)”, Journal of the Society of Naval Architcets of Japan, Vol. 162, December 1987,
p.201 (in Japanese).

(2) T. Fujii and T. Ura, "Control with Neural Network For Autonomous Undcrwa-
ter Vehicle -Application To Longitudinal Motion Control-", Journal

of the Socicty of
Naval Architects of Japan, Vol. 166, December (989, p.503 (in Japancsc).

Washington DC, June 1990.

(3) T. Fujii and T. Ura, "Deveclopment of Motion Control System for AUV Using
Neural Nets", IEEE Symposium on Autonomous Under Water Vehicle Technology,

(4) Y. Miyata, "An Unsupervised PDP Lcaming Model for Action Planning”, The
Tenth Annual Conference of the Cognitive Science Socicty August 17-19, Montreal,
Canada, 1983.

(5) M. Endo, J. van Amerongen and A.W_P. Bakkers, "Applicability of Neural Net-
works to Ship Stecring", Proc. of IFAC Workshop on Expert Systems and Signal Pro-
cessing in Marine Automation, August 1989, p 221,

(6) D.E. Rumelhart, J.L. McCielland and thc PDP Rescarch Group, "Parallel Dis-
tributed Processing”, The MIT Press, 1987.

(7) NeuralWare Inc., “Neural Works Including An Introduction to Ncural
Computing”, Neural Works User's Guide, Networks 1, Networks 2, revision 2.00.
NeuralWare Inc., 1988.

(8) K. Kose, H. Hinata, Y. Hashizume and E. Futagawa, "On a Mathematical Model
of Mancuvering Motions of Ships in Low Speeds”, Journal of the Socicty of Naval
Architects of Japan, Vol. 155, Dccember 1989, p.132 (in Japancse).

(9) T. Tsuji, Y. Takaishi, M. Kan and T. Sato, "Mode! Test About Wind Forces Acting
on the Ships", Report of Ship Rcscarch Institute, Vol.7 No.5, Scpiember 1970, P.209 (in
Japanese).

3.197




APPENDIX

1L_E . i ffici
Many mathematical models of the ship motion have ever been proposed. In this
paper, the mathematical model proposed by Kose(3) was employed.  The coordinates
are shown in Figure A-1. The equations are:

(m+mx)u = (Xyr+my)vr + Xyylulu + vauv2/U + Xe
(m+my)v = -myur + YyUv + Yyylviv + Yyer + Yypur + va,-vzru/U2 + Yv”er/U + Ye
(Izz + J22)r = Nuyuv + Npr + Npper3 + Nypur + Nyvev2r + Ne

Xe=Xp+ Xr+Xw
Ye=Yr+ Yt+ Yw
Ne = Nr + Nt + Nw

m : Mass of the ship.

my : Added mass with respect to the x axis.

my : Added mass with respect to the y axis.

Iz : Moment of inertia with respect to the z axis.

Iz :  Added moment of inentia with respect 10 the z axis.
u,v . Velocities with respect to the x and y axes.

U : Absolute velocity.

r : Angular velocity with respect to the z axis.

Xe.Ye : External forces with respect to the x and y axes.
Ne . External moment with respect to the z axis.

Xp X-component of the external force by the propeller.

Xr,Yr,Nr : External force and moment components by thc rudder.
Yt,Nt : External force and moment components by side thrusters.
Xw,Yw,Nw : External force and moment components by the wind.

Forces and moments by propeller, rudder and wind are described in the following.
And non-dimensionalized coefficients in the equations are shown in Table A-1.The
non-dimensionalization by velocity was not used because the speced becomes almost 0
at the berthing. Here the gravitational acceleration and Lpp werc used.

A-2 Thrust generaied by propeller
The thrust generated by propeller is given by these cquations :
J = Vo/Dn
vg = v(l-w)
Ky = T/pD%n2
vo : Advancing velocity of the propeller.
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Diameter of the propeller.
Propeller rps.

Velocity of the ship.

Coefficient of the wake.

Thrust generated by the propeller.
Density of the sea water.

°oHz<og

The relation between J and K is shown in Figure A-2.  This is the result of the pro-
peller test, so the actual thrust is T(1-t) where t is the coefficient of thrust reduction.

Xwu® | -1263%10° Nt | 8.848%10°
xvve | 2947x10° me 1.633%10"
o xvee | 2937%10° me 129 10”
X yve {-2700%10° me Lioxio”
veo | 1s2sxa0® 22 1361%10°
vove | 4200%10" | e Lisaxig”
s | saexie’ w 0364
yorr | 7573x100° ' 018

Yo | -ags0xi0” | o ogmh) | Lo2s%00°
wize | 1607xig” | pamgm’) | 1.225x00°
Nove | -8000%10” | gimisec)) 9.807

Ner* | -1.774%10° Atm) 1394x10°

Novee | amsxio’ | b)) | 2399%10°

Yo w : Wake facior t : Thrust reduction factor
2, Densily of sea water  p, : Density of air
g : Gravity acceleration A : Frostal projection area
B : Side projection arca

Figure A-1. Coordinates for equations. Table A-1.  Coefficients.
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Figure A-2. Kt vs. J.
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A-3___Force gencrated by the rudder
The force generated by the rudder is represented by following cquations :

Fp, = 0.5pARURZsinay *fa(A)
fo(A) = 6.13A/(A+2.25)
(UR/Up)? = 0.467(Ki/J2) + 2.667

Up = (1-wu
Fn . Normal force on the rudder.
Ur . Inflow velocity to the rudder.
Up . Inflow velocity to the propeller.
o . Angle of auack of the rudder.
A : Aspect ratio of the rudder.
u . Velocity of the ship.

A-4 _ Effect of the w'md(g)

The force by the wind is given by the following equation :

CR = R/0.5p, UwX(Acos?0 +Bsin2¢))

R : Force by the wind.
Uw : Velocity of the wind.
Pa : Density of the air.

Relative direction of the wind.
Frontal projection area.
Side projection area.

@ > ©

Relations CR vs. ¢, © vs. ¢ and a/L vs. ¢. are shown in Figures A-4, A-S and A-6
respectively.

R

Figure A-3. Effect of the wind.
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Knowledge Based Systems within Damage Surveillance and Control

by John A Glen
anJ lain M Ritchie
YARD LTD

1. ABSTRACT

This paper describes the results of a project undertaken by YARD LTD for MOD to
provide a demonstrator of the feasibility of usinF Knowledge Based Systems (KBS) as a
decision support aid within the damage control area. The project has been motivated by
the requirement for future improved decision support to the Damage Control Officer
(Ef)fCO) to counteract the effect of reduced manning levels and to increase damage control
effectiveness.

fire and smoke damage in a single zone of a typical frigate was selected as a
representative application. The zone contains a Machinery Space, Ship Control Centre,
Maﬁazines and various other compartments and is sufficiently large to consider the effects
of fire, smoke and heat eread and to provide scope for multiple damage incidents. The
damage sensor fit in each compartment can be varied.

The design and implementation of the demonstrator EXpert Damage Assessor
(XDA) is based on the strategy of modelling the tasks the DCO is faced with and how he
solves them. The knowledge base contains a detailed representation of the information
with which the DCO reasons, including knowledge about compartments, physical links
and connections between compartments, the damage sensors and other relevant ship
systems, the status of damage and consequences of damage responses.

The damage scenario is generated on a remote data entry facility (RDEF) using
graphical representations of the ship layout and damage surveillance sensors. The RDEF is
networked to XDA and allows a predefined scenario to be generated and input to XDA.
;fSeAscenario can be changed during a run in response to advice on actions provided by

The paper describes the main features of XDA and demonstrates how XDA
responds to a typical damage scenario.

The princi#)al conclusion is that KBS can assist in assessing a damage incident using
remote sensing of damage data, and advising on priorities for action and providing the
opeaator with information on the ship systems etc. relevant to the context of the damage
incident,
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2. INTRODUCTION

In this paper we describe some of the resuits of a study to establish the feasibility
and effectiveness of using knowledge based systems within damage control on a fighting
ship. The principal topic is the description of a demonstration system which has been used
to assess the feasibility and effectiveness of KBS in Damage Surveillance and Control
(DSAQ).

The paper is structured as follows. In Section 3, we discuss why knowledge based
technology can be expected to impact on damage control. We give some general reasons
and include a brief description of the results of other studies undertaken within the UK
which gave further evidence of the expected benefits. We also indicate how this earlier
work refates to the present study and we note how some of these strands have developed.
In Section 4 the selection of the application is discussed and its scope and user interface
requirements are briefly described. Section 5 goes over the features of XDA : its design,
some details of the models and knowledge base used and the user interface. This is
followed in Section 6 by a mainly pictorial section which takes the reader througha
damage incident and its assessment by XDA. The final section gives our conclusion for this
work. An appendix is included which gives an outline of the stages of the development
lifecycle for KBS used within YARD in order to place the present study within the
experimental stage of that lifecycle. A list of abbreviations is given in Section 11

3. THE POTENTIAL OF KBS WITHIN DAMAGE CONTROL

The potential value of KBS technology within Damage Control arises from its ability
to collect and process large amounts of information using knowledge gained from experts
in a stress-free environment.

A subject as complex as DSAC inevitably has many difficulties associated with the
successful implementation of damage control procedures. However, given sufficient
time,full information and adequate resources, an MEO could effectively select the most
effective procedures for the problems with which the ship is faced. Problems arise when
these actions are required with deficient information and limited resources under
pressure of time and other environmental pressures,

These difficulties manifest themselves in:-

. problems of communication, including the reliance on voice
communication from remote sources and within the SCC, and the reliance
on personnel to convey information.

. problems of assessment, including the difficulty of assessing the actual
damage state, the threat to compartments from the fire, the priority for
action and the full consequences of an action.

. problems of vulnerability, including the possibility of an untenable state of
the SCC and the loss of DSAC personnel.
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The solutions to these difficulties are not straightforward, but they do all relate to
the collection, storage, processing and distribution of information and expertise. In this
context, there is scope for much more extensive use of advanced information technology,
in particular KB technology and User Interface technology, to assist with some of these
functions. The work reported in this paper has investigated the feasibility and benefits of
KBS as a decision aid.

3.1 Previous work relevant to KBS in DSAC

At the start of the project there had been some previous work as to how KBS
might be exploited in the area of damage control.

(a) Feasibility Studies. MOD(PE) had previously commissioned feasibility studies on
the Application of KBS within the Ship Control Centre (SCC). The recommendations
from all of these is that there are substantial benefits to be gained from the use of such
technology in a variety of roles in the SCC.

The possible application areas of KBS in the SCC are addressed in reference 1.
Focussing on DSAC the principal benefits identified include:-

an improvement in the speed and accuracy of damage reporting

a reduction in the information processing demands on SCC personnel
assistance in the trend towards integration of MCAS and DSAC systems
a higher degree of damaﬁe control readiness

an improved training facility

more efficient control of machinery and resources

facilitation of the proposed reduction in manning levels.

A further report on Systems and Methods for Future DSAC (Reference 2)
concludes that by the apglication of modern technology it is possible and practical to
improve DSAC facilities beyond those currently in service. Particular reference is made to
the advantages of introducing KBS to DSAC. Additionally, the authors point towards the
use of advanced MMI to fully exploit the benefits of KBS.

_ The report also highIiEhts the often ignored need to integrate at an early stage the
requirements of the user in the design of the KBS. The user interface should not be
considered after design of the KBS.

(b) An Expgg1 System for Damage Control. A thesis on An Expert System for
Damage Control (reference 3) provides a review of expert systems and damage control
and of software and hardware for expert systems, a description of the implementation of a
prototype damage control expert system and an estimate of the size, in terms of the

number of rules, of a full damage control expert system.

The principal conclusions of the report are that the use of expert systems to
roduce a damage control advisor is feasible and desirable and that the full system should
implemented as a forward chaining rule based system. This demonstrator is built as a
forward chaining system for two princngal reasons : namely, it allows for the iterative, on-
site development of the rule base by the expert and it is an appropriate reflection of the
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problem faced in providing damage control advice. More specifically the author states
that:

"since the damage control advisor would be expected to follow the route of
the damage control incident, which could not necessarily be forecast, the_
forward chaining strate%y of moving from the data toward the overall goal is

most appropriate." (p.9

In our work we chose to tackle the problem of representing reasoning strategies
and knowledge representation formalisms used in a complex problem such as damage
control by using a suitable software architecture. This architecture is known as a
blackboard architecture (reference 4) and is reco§nised as being a basis for dealing with
such problems in real time systems (see Section 5.1)

(c) The Stgtebgard as |n§gut. Many authors stress the importance of maintaining the
primacy of the stateboard as a display facility. It provides a central source of information on
the status of the ship which in this form can be relocated should the need arise. Dorey's
work {reference 5) demonstrates how the the use of the stateboard as an input device
could form part of a damage control information system which would help overcome
some of the problems in current damage control practice. Indeed he suggests that further
benefits could be gained if it was extended to provide input to an expert system for

damage control.

Dorey used a digitised stateboard in order to provide the inputs to a damage
control position (HQ1) with the two main repair posts. In this way all positions were fed the
same updated information while removing the need for verbal communications. Dorey's
work indicated that this technique dealt very efficiently with fixed format data such as
stateboard information or equipment status reports. A small scale version of a digitised
system, linking the ANBCDO in HQ1 with the command in the Operations Room is
currently being evaluated by the Royal Navy at sea.

(d) Damage Control Retrieval System. Knowledge engineering requires
considerable effort collecting and organising knowledge. This knowledge includes
information about the ship, ship's systems, and the expertise used in detecting and
controlling damage. Much of this knowledge is factual and encyclopaedic.

. Work on this area is being done for the computer assisted damage control data
retrieval system This system is required to provide fast retrieval and display of damage
control information. More specifically, it provides a database about the ship and its
compartments.

The shipwide data contains:-

Watch and Quarter Bills

Shipwide disposition of fixed and portable NBCD equipment
Ship stability information

X,Y,Z,A and M Closure details

Jettison Bill

Gas Drench guidance

Electrical Storage Breaker Book

Siting of gas-bottle stowages.
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The data for compartments includes:-

L 2

Compartment name, location marking and frame numbering

Details for isolating electrical supplies to the compartment )
Details for isolating fluidic supplies to the compartment (€.8. fuel, hydraulics,
water, eic.)

Electrical Dependencies

Fluidic Dependencies

Main electrical supplies routed through the compartment

HP and LP fluid supplies routed throug‘t\x the compartment

Factors affecting boundary cooling of the compartment

ventilation isolation

Smoke Clearance and control

Flood Removai

Fire fighting hazards

Layout details and neighbouring compartments.

.......QQQ

The systems also provides facilities for incident logging, including:-

the type of incident
time of initial report
time of containment
time of comgletion
location mark.

It was recognised that it would be rofitable to coordinate these developments,
incorporating the data retrieval system within the KBS to allow access to this extensive
encyclopedia of DSAC knowledge from the Demonstrator.

4. SELECTION OF THE APPLICATION.

Following consultation with MOD and YARD specialists in DSAC it was decided
that Fire and Smoke Control on a naval ship should be the focus of the KBS demonstrator.
The reference area within the ship would be a single zone containing a Motor and Gear
Room, Ship Control Centre, magazines and various other compartments. This area is
suitably varied to provide a range of possible damage scenarios. It is also sufficiently large to
consider the effects of fire, smoke and heat spread, and o provide scope for multiple
incidents, while not being so large that effort is wasted in duplication.

The model of the shisp contains a more extensive sensor fit in the compartments
than is currently the norm. Sensor fit is discussed in Section 5. The other relevant ship's
systems are similar to those of modern frigates, including an HPSW system for fire ﬁgﬁting,
Ventilation systems, Smoke curtains etc.

4.1 SCC DSAC personnel
1t was decided that the KBS demonstrator should be a decision aid targetted to the

DCO. To give some context to this decision a brief description of the SCC DSAC
personnel is now included.

3.206




Overall responsibility for the ship lies with command. DSAC personnel in the SCC
co-ordinate all damage control activities and provide command with a current picture of
the status of the ship and ship's systems. The principal DSAC personnel are:-

. The Action NBCD Officer (ANBCDO), usually the MEO, o

. Df;famage Control Officer (DCO} usually a non-engineering branch junior
officer,

Electrical Damage Officer, usually a senior Chief Petty Officer, _
Propulsion/ Auxiliary Systems Officer, usually a senior Chief Petty Officer,
An NBC Protection Officer's Assistant, usually a senior Chief Petty Officer,
2 Incident Board Operators.

It is the MEQ's responsibility to assess the implications of damage to the ship, relay
and receive information to and from command and decide on priorities for damage
control action.

Response to damage to the ship follows the general sequence of:-

. Detection - the initial notification that damage has occurred

. Immediate Action - in most cases involving the implementation of pre-
planned procedures

. Assessment - collection of information to build up an overall picture

. Containment - to limit the spread of damage

. Priorities - considering the overall. demands, decide on the best allocation
of resources

J Restoration - restore the ship to maximum availability.

The wide variety in time, location and type of events that can occur, means that
such a formulation of the problem is inevitably a generalisation. Any of these tasks can
involve a series of complex steps.

The demonstrator currently provides support to each of these activities to a greater or less
extent.

4.2 Scope of XDA

. Itwas not the intention to provide a full scale demonstrator. Rather, in keepin
with approach suited to this early experimental stage in a KBS lifecycle (see Appendix),
the requirements of the demonstrator were constrained as follows.

It was assumed that none of the bulkheads are breached during the incident.
Mhodelllmg breach of bulkheads would require dynamic modification of the model of the
ship's layout.

Detection and containment of fire and smoke would be the sole aim of the
demonstrator. There would be no requirement to consider MCAS status, stability or the
possibility of flooding in deriving fire-fighting actions.

There would be no requirement to implement a realistic model of fire and smoke
spread within the demonstrator. Although such models exist they are currently
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rudimentary and fack the necessary accuracy. Information gained from sensors therefore
provide greater accuracy at the present time although fire models may in future bridge
the gap after sensors had suffered damage and could no longer be relied on

The required sensor fit for efficient use of KBS in DSAC was as much of interest as
the use of KBS itself. Therefore it would be acceptable to assume a sensor fit which is
more extensive than the current norm. in addition to the number of sensors employed,
some latitude was taken in the B'pes of sensor used. These were not those which are
currently fitted, but are restricted to types which are available or will shortly become
available. The level of sensor fit can be varied

It was assumed that no damage would be sustained to the sensors themselves. The
pr(}blem of sensor validation has been addressed in other studies undertaken by YARD
(reference 6).

Only fire-fightinF equipment within the current fit could be assumed. No
automatic initiation of fire-fighting would be necessary. The key requirement is to offer
advice.

To summarise, the program should be able to:-

. monitor and collect remote sensor information

. reliably interpret this information to give an overall assessment of the
damage situation

. provide advice on appropriate actions.

4.3 The User Interface

It was recognised that the design of the user-system interface is a critical factor in
demonstrating the feasibility of KBS in DSAC. However good the rule base and
inferencing mechanisms, the effectiveness usability and user acceptability of the system
would be to a large extent dependent on the effectiveness of user-system interaction. The
study has not fully analysed these problems but does identify user interface aspects
needing attention.

5. WHAT XDA CAN DO

___In this section the principal features of XDA are described, in some cases including
a brief discussion of issues raised in selecting or implementing the features.

In keeping with the experimental nature of the demonstrator, the implementation
has used much of the functionalitz of the Al development environment, This has meant
that a complex software program has been rapidly developed using the facilities offered by
the development environment. A next stage wouzj involve developing a full scale system,
probably re-engineered on a platform more suited for delivery
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The main features are

principle of the underlying design

mode! of the ship structure

model of individual compartments

relationships between compartments

model of sensor values

ship systems i
simulation of sensor values and the ability to alter sensor fit
fire and repair party reports

continuous data input

the rule base

the validation of the rule bases

the fire model and reasoning aktout single and multiple incidents
the user interface

the integration of DCDR.

A description of the response of XDA to a multiple fire incident is given in the next
section. These two sections taken together should provide the reader with a clear
understanding of XDA. Detailed functional description is not given.

5.1 _Principles of the underlying design

In attempting to solve any complex problem experts use a rar:jge of problem solving
techniques, in addition to their domain knowledge. Different procedures are most
appropriate in different situations. For example, the methods used by the expert in the
initial interpretation of active sensors are difterent from those he adopts to plan fire
fighting actions.

The design and implementation of XDA is based on a model of the tasks the expert
is faced with in damaFe control and the strategies he employs to solve them, In addition
to providing a principle for design activity, this will lead to improved performance and be
more acceptable to users.

Based on our previous experience of KBS in real time systems, we decided to use a
blackboard architecture with separate processes being used to implement components of
the architecture, In a blackboard architecture a set of sub-domain experts (knowledge
sources) operate on a common data area (the blackboard), in this case the models of the
ship and of fire, revising and updating the blackboard as they see fit. Such an architecture
is recognised as being suitable for continuous, reai time data. Furthermore the inherent
modularity in the design, with separate knowledge sources, accommodates (a) a
structured approach to knowledge acquisition, {b) the addition of new functionality in any
future developments and (c) the future maintenance of the knowledge base.

5.2 The Model of the Ship and Ship's Systems

Constructing a demonstrator showing the feasibility of KBS techniques for damage
control on ships requires more than knowledge about how to interpret damage situations
and how to prescribe appropriate fire fighting actions. To demonstrate the full potential of
KBS it is essential that a sophisticated and flexible model of the ship is a part of the
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demonstrator. Such information is a central part of the knowledge possessed by, or
available to, a DCO when dealing with a damage situation.

The knowledge base in this demonstrator contains a powerful representation of
the appropriate features of the ship, including:-

knowledge about the compartment

the relationships between the compartments
the damage status of the compartments

the sensors and the relevant ship's systems.

This model is currently equipped to cope with a considerable expansion in the
scope of the possible damage scenarios. It is also straightforward to incorporate other
features of the ship, relating either to the ship's systems or the process of reasoning about
the damage situation. Additionally, the specific representation principles used in its
construction are easily generalisable for use in other ships.

5.3_Model of Ship Compartments

The zone of the ship represented in the knowledge base is described in terms of
ship compartments. All of the compartments are represented as being members of the
class “Compartments”. They are in turn subdivided into members of Compartments on a
particular deck. The use of structured inheritance allows the assignment of properties
relevant to all compartments, by assigning the property to the class. This makes it
economical to input compartment information, and straightforward to reason about all
compartments. The information in the slots are statements about the compartment e.g.
the criticality of the compartment or the extent of heat threat to which the compartment
is subject, or relationships with other units such as the adjacent compartments or the
compartments' smoke sensor.

These slots contain information which is fixed under all circumstances such as

the compartments adjacent to this one

the ventilation systems in the compartment
the type of the compartment

the sensors in the compartment.

andhinformation which may change a number of times in the course of a damage scenario
such as

. the probabilit?; of a fire in the compantment
. the status of the ventilation systems in the compartment
N the assessed priority for fire fighting action for the compartment.

Such data is used for reasoning about the state of the ship and the requirements and
progress of damage control.

5.4 Relationships between Compartments

An important feature of the model of the ship is the physical relationships between
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the compartments. A damage control operator, of in this case a damage control advisor,
needs to be aware of which compartments are adjacent, above and below all of the

compartments. If a fire has started in a particular compartment the system must know
which compartments are threatened by the fire and how to get to the compartment.

To this end a compartment has slots listing the compartments which are adjacent
on the same plane, above and below it. These are available to the system when
considering, for example, which other compartments are threatene by afire ina
particular compartment. A general mechanism is available to construct this siot
tnformation from co-ordinate data describing the boundaries of compartments

5.5 Model of Sensors

The model of the ship used in XDA uses a more extensive sensor fit than is the
practice in current build ships. The sensors providing damage control information to the
KBS cover:-

smoke

ambient heat

flame

boundary temperature
door status

ventilation system status.

The smoke, ambient heat, flame, and boundary temperature sensors give values
indicating the extent of the particular problem. For example, the smoke sensors have the
values "no smoke", "light smoke", "medium smoke" and "heavy smoke".

A qualitative representation such as this reflects human expert thinking and

knowledge representation in KBS, and should not be seen as a poor substitute for a more
precise numerical representation. It is a very powerful and appropriate method.

The sensors for door status indicate whether the door is open or closed. The
ventilagon system sensors show whether the particular ventilation system is running or
stopped.

5.6 Ship's Systems

The model of the ship contains a limited number of the fire fighting facilities
normally available on the ship. A relevant subset of the HPSW and ventilation systems are
included. This allows the possibility of smoke spread and clearance by the venti?;xion
system, and also for the selection of the most appropriate fixed fire-fighting system to
tackle the problem.

The ventilation system in this zone includes:-

Machinery space supply and exhaust
Air treatment units

Air filltr?tion units

Supply fans

Exﬁaust fans.
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The HPSW system consists of:-

o Machinery space sprayers
. Magazine sprayers.

5.7 Simulation of sensor values and the ability to alter sensor fit

XDA has the facility to alter the sensor fit prior to running scenarios, in order to
assess the performance of the system with different levels of sensor information. This
setting of sensor fit is controlled from the Remote Data Entry Facility (RDEF).

The RDEF is a separate system on which a user can set the values of sensor data in
each compartment in accordance with a pre-planned scenario for a damage incident.
The user sets the values using an interactive display of compartments and sensors and
sends the data to XDA. It is essential that the user maintains a consistent model! of the fire.
Thils1 faéi/l{ty implements a simple simulation of the sensor system which communicates
with XDA,

5.8 Fire and Repair Party Reports

XDA uses both sensor information and FRP Reports as the basis for damage
assessment. XDA offers the facility to input simulated personnel reports about the fire and
smoke damage status of compartments. This is done by pointing at the compartment
icon in the ship display and selecting the required menu item.

All data, sensor and personne! reports, contribute to the damage assessment
process. Entry of either type of data is sufficient to initiate assessment. In XDA, much as in
the real situation, FRP Reports take priority over sensor data.

5.9 The Rule Bases

. We give here a brief summary of the rule bases used in XDA and their inputs and
objectives. XDA contains the following knowledge sources, represented either as rule
classes or LISP procedures:-

Fire-damage-status-rule use fire sensor data and FRP fire reports about a
compartment to conclude the fire-damage-status of the compartment.

Smoke-damage-status-rule use smoke sensor data and FRP smoke reports about a
compartment to conclude the smoke-damage-status of the compartment.

Fire-model-rules are used to maintain the units representing the fire. They use the
damage-status and physical relations of compartments.

. Smoke-threat-rules use the fire-damage-status and the smoke-damage-status,
physical relations and ventilation systems to determine the smoke-threat to a
compartment.

Heat-threat-rules use the fire-damage-status and the smoke-damage-status and
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physical-relations to determine the heat-threat to a compartment.

Compartment-concern-rules use the fire-damage-status and the smoke-damage-
status, heat-threat, smoke-threat and compartment-type of a compartment to conclude
the concern-level associated with a compartment.

Priority-rules use concern-level and compartment-value to conclude the priority-
for-action on a compartment.

Boundary-cooling-rules use the damage-status, heat-threat, accessibility of
compartments to advise on boundary cooling of a compartment.

Ventilation-system-restart-rules use the assessed-fire-model to determine whether
the ventilation system can be restarted.

Fixed-fire-fi§hting-system—rules use the assessed-fire-model and the ship-model to
advise on the use of fixed fire fighting systems.

5.10 Validation of Rule Base

A rigorous approach to the development and testing of the rule bases was used.
The rule bases for XDA were documented in a structure and format that permitted the
MOD to assess the rules without use of the demonstrator. Changes to the rule bases and
the addition of further rule bases are documented in the same manner. This document
was maintained throughout the project as a public record of the current state of the rule
base. It provides a degree of visibility and clarity, together with a basi ¢ verification not
easily achieved with the coded representation.

The generation of the paper version of the rule base was assisted by the use of an
intermediate form of representation where the rules were summarised in tabular form.
This method began by identifying the the objectives of the rule base. These are matched
in a matrix with the possible values of the range of input variables. This makes it relatively
straightforward to specig the combinations of input variabies that combine as a rule to
give each conclusion. Once complete, each row of the matrix is in effect a single rule,
with translation to the 'English' paper representation of the rules a straightforward task.

5.11 The fire model and reasoning about incidents

_.,_In handling multiple damage incidents, the evaluation of damage threat for one
incident must take account of others. XDA takes account of the context of a damage
incident in agetermining the threat posed by the incident and in deciding the level of
action required.

This is achieved by the use of an explicit model of the fire(s) held by XDA. The fire-
model-maintainer-process and the fire-model-assessor Frocesses are dedicated to
uEdatmg units representing the current fire damage believed to be affecting the ship.

This representation of the fire includes properties such as the affected-compartments,
fire-incident-boundary, smoke-threatened-compartments and the heat-threatened-
compartments. By combining this with various compartment properties relating to fire
damage, such as fire-damage-status, smoke-damage-status, concern-level and source-of-
concern, XDA can successtully discriminate between the affects of different incidents and
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prioritise the need for action accordingly.

5.12 The user interface

XDA has been provided with a user interface equivalent to that needed by an
operator.

r control, The user has a hi%h degree of control over the dfsplar of
information in XDA. The displays of the fire representation or the advice will not change
unless the user initiates the change. The user is primed when the screen display is not
current.

(b) Ship Displays. There are two displays of information on ship status, the Ship
Layout Window and the Ship Status Panel. The compartment icons in the Ship Layout
Window can be pointed at to select menu items for DCDR access and FRP report inputs.
The Compartment Status Panels in the Ship Status Window include information on the
sensor values and on the FRP Fire and Smoke reports.

ﬁg)%e_ligpmjﬁ_mmgm_/\_dm& An extensive display of XDA's current view of
the firels) is displayed upon request in the Fire Fighting Advice Window. The operator can
interact with this display at the compartment and the fire level, allowing access to advice
on boundary cooling, smoke and heat threat, the use of fixed fire fighting systems and the
DCDR emulation. Al fire fighting advice is displayed in the lower half of the Fire Fighting

Advice Window.

(d) DCDR A DCDR emulation is provided for a limited set of compartments. This is
accessible from the compartment icons in the Ship Layout Window and the fire
representation. It has a similar layout to the DCDR, with a central display and menu
guttons down the side allowing access to specific information. Menu items are selected

y mouse.

5.13_The integration with the DCDR

The focus of attention in XDA is less about providing advice about fighting fires and
more about providing a detailed assessment of the fire situation. This reflects more
accurately the role of the DCO, fire fighting being the responsibility of the team at the fire.
A DCDR emulation in XDA provides much of the information supporting a DCO's
activities. All DCDR information is accessed with the mouse through the compartment
icon in either the Ship Layout Window or the Fire Image in the Fire Fighting Advice
Window. The DCDR information is displayed on a alternative screen display. Details of
the DCDR have been given in Section 3
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6. XDA RESPONSE TO A DAMAGE INCIDENT

In this section we describe the response of XDA to a damage incident using
photographs of the XDA screen with an extended caption.

6.1 The XDA desktop

Figure 1 shows one deck of the ship fire zone display in the Ship Layout Window
(top left), Ship Status Window (top right), Software Engineer's window (bottom right), Fire
Fighting Advice Window (bottom middie) and the intermediate Reasoning Window
{above bottom left).

Figure 1. The XDA desktop
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6.2 RDEF : Sensor value simulation

From RDEF an initial sensor fit is defined b
door sensors as available or unavailable. The RDE%
developin
shown in

&

setting smoke, heat, fire, boundary and
is used by the person responsible for

§the simulation of a fire/smoke incident and is run independently of XDA. As
igure 2,the data file can be sent at any time to a buffer in XDA by selecting the
Set Values menu. An XDA process reads the buffer.
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Figure 2. RDEF display and interaction
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6.3 First indications of Fire 1

Data has been sent from RDEF. XDA correctly interprets it as a large fire in the
recreation space with smoke spread outside. Figure 3 shows the sensor values displayed in
the compartment sensor status window, grouped by compartment.

e 5 b s S A

Figure 3. First indications of FIRE 1
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6.4 The user asks for advice

A second fire develops. There is a fire in the SCC and in the corridor outside. This
shows up (see Figure 4) as a second fire icon labelled FIRE 2

At this stage the user can ask for advice by selecting either the FIRE icon or the
compartment icon. Advice covers zones fires and compartments. Zone advice advises on
smoke control. Fire wide advice advises on boundary cooling, use of fixed systems, display
of location, size and source of smoke and heat threats. The user has previously selected
advice on heat threats from the pop-up menu obtained by pointing at the icon for FIRE 1.
The heat threats are displayed, sorted according to the size of the threat. The diagram
shows the selection of compartment advice which is given via the DCDR.
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Figure 4. Information by compartment
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6.5 DCDR Access

The DCDR can be selected via the ship layout, with the operator controlling the
selection options. Alternatively, if the operator accesses the DCDR as shown in Figure 6.4
via the compartment icon in the Fire Fightin Advice Window, XDA will select the
appropriate part of the DCDR encyclopedia (Figure 5) to display information related to the
incident thus simplifying the operators task.

Figure 5 shows the SCC and the operator is selecting additional information from
the selection buttons.

k.

RERE TSN T 1

]

Figure 5. DCDR layout
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6.6 Mer Fir

FIRE 1 and FIRE 2 have merged. XDA has deduced this and shows in Figure 6 a
single, more complex fire as FIRE 1. Figure 6 also shows the operator inputting a FRP
Report via the Ship Layout.

Figure 6. Merged fires and FRP Report input
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7. CONCLUSIONS
7.1 Benefits of the design of XDA

We estimate that about 90-95% of XDA could be re-used in future developments
which might include extension to further zones, longer term damage incidents, other
damage categories (flooding, structural damage etc) or alternative uses than as a decision
aid to the DCO, such as a training aid or sensor set evaluation.

The basis of this estimate is that such developments would involve revision of the
user and hardware interfaces, extension of the ship model or the extension, amendment
or addition of knowledge sources.

The modularity of the design has been an important principle which allows for the
relative ease with which extensions to XDA could be made. This, in tandem with the use
of a blackboard architecture allows the system developer to add new functionality in the
form of new subdomain expertise or knowledge sources which do not impact substantially
on the overall system. The modularity also allows the decoupling of representation from
the functionality of the knowledge sources. the designer is free to select the appropriate
method of representation, inclu in%_ aliorithmic or computational methods (e.g. for
stability), for the particular activity. Furthermore the specification of the functionality of
each knowledge source, its implementation and its testing and maintenance is assisted by

the modularity.
7.2 The operation of XDA

_The assessment of XDA has shown it to be robust, aithough there are a number of
operational difficulties which arise from its prototype nature and the features of the
development environment.

A useful screen area has been made available for advice and assessment, however,
the optimum way of displaying ship layout for a comrlete ship rather than a single zone
needs careful consideration as will the means of displaying sensor information from a large
number of compartments,

The use of pull down and pop-up menus is thought to be an acceptable means for
controlling the presentation but the design will need to ensure that the options available
to a user at any stage are clear to even an inexperienced user in a stressful situation.

The rule base continues to need enhancement and refinement which will come
through wider use and further testing. However XDA is able to recognise multiple
incidents, show the boundaries of each incident and provide an assessment of the
compartments which are threatened by fire and smoke and recommend priorities for
action on incident affected compartments.

7.3 full implementation

XDA assumes the availability of a large number of sensors throughout the ship. In a
true ship installation it is likely that there would be far fewer sensors fitted, primarily due to
the cost of installation and maintenance and the limited extra information provided. Also
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in developing XDA, a basic assumption has been that the data provided by sensors is
reliable, whereas in a true damage incident sensors would fail and either inaccurate data
would be provided or a loss of data would occur. In both these situations of additional
uncertainty a knowledge based approach can be used to interpret with reduced
information.

The validation of the rule base would have to be addressed prior to a ship
installation. It would not be feasible to trace a path through ail possible combination of
events to which XDA would respond. The experience Igamed to date suggests that the use
of a staged development approach as outlined in the Appendix together with the
modularity of the software architecture will provide an approach to validation.
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10. APPENDIX : The Knowledge Based System Lifecycle

A KBS is implemented in software but a conventional software lifecycle is not
af:propnate primarily because of the difficulties of specifying the knowledge based
elements of the system in advance of design and implementation. Furthermore there are
often technical issues regarding the methods for representing knowledge and for
reasoning with that knowledge which must be resolved through prototyping and
incremental development.
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The development of KBS software should progress through the following stages.

a)

b)

c)

d)

A Preliminary Study Stage. The potential application is considered with
particular attention to its suitability for KBS techniques.

An Experimental Stage.The feasibility of the KBS is confirmed and a
number of decisions concerning Knowledge representation, reasoning
mechanisms and architecture are taken. A representative sub-domain is
selected for implementation trials. The software requirements for the next
stage, the Prototvne Stage, should be identified.

The Prototype Stage. This is the first full scale implementation of the KBS
addressing the complete domain. The objective of this phase is to evaluate
the KBS functions before developing an operational system, The prototype
will be developed iteratively, each cycle involving some modification of the
knowledge base. The user interfaces should be well designed. The
hardware interfaces should simulate the operational inputs-outputs so that
the evaluation can be carried out using realistic data.

The Operational System Stage.This consists of integrating the KBS in the
target envirormr 1t. Software engineering methods should be used.
Maintenance prucedures must be established in particular regarding
modifications (amendments to, additions to, or deletions from) the
knowledy,: base.

Within each stage a suitable method of work which ensures an appropriate set of
documentation should be put in place. YARD uses a development model for knowledge
engineering within each stage which provides visibility of progress and ensures quality of

results.

The system described in this paper is at the experimental stage, but has been developed
using appropriate software engineering principles.
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GENERIC CONTROLLER CARD SET FOR ADVANCED CONTROL SYSTEMS

by Roger L. Price
and Timothy G. Scott
Naval Weapons Support Center Crane
and by Andrew J. Mazzeo
Naval Sea Systems Command

1. ABSTRACT

This paper describes the use of the Generic Controller
card Set (GCCS) as the nucleus of the Navy Universal Digital
Electronic Controller (NUDEC) in advanced systems. A NUDEC
system provides both hardware and software ¢to implement
control algorithms for advanced systems such as: variable
geometry inter~cooled regenerative (ICR) gas turbines,
electric plant load scheduling, power scheduling for
propulsion and pulsar weaponry, or platform stabilization in
rudder roll steering systems. Central control, distributed
control, pre-processing, post-processing, and levels of
redundancy and fault tolerance can be achieved with Central
Processing Units (CPU’s), Multi-function Controllers,
memories, and smart Input/Output (I/0) modules. NUDEC also
contains the processing and memory capacity to implement
artificially intelligent (AI) expert systems for more capable
advance control systems. Comprehensive module level Built-
in-Test (BIT) is also supplied to diagnose and report module
or system level failures.

2. INTRODUCTION

With the advent of advanced system architectures in
Naval combatants and support ships, control systems will be
required to operate within a high speed multi-tasking
environment. These control systems will dictate the use of
high speed, real time processors to analyze machinery sensor
data, resolve intricate control algorithms, and return the
required control signals. Advanced control system modules
will be required to operate as central control elements for
processing common algorithms and performing supervisory
duties as well as distributed dedicated processing elements
to effect fast data manipulation and fail safe checks. These
systems must alsc be highly reliable, cost effective, and
easy to maintain. The NUDEC system is based on a high level
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open architecture bus protocol (IEEE 1296, Intel’s Multibus
II iPSB) for interagent communications and the implementation
of primitive data buses to perform dedicated I/O control.
Thus NUDEC delivers the necessary centralized and distributed
processing paths to meet the requirements for managing these

advanced systems. The modules comprising the NUDEC systen
are format "E" Standard Electronic Modules (SEM) developed as
standards under the GCCS program. These modules incorporate
all of the reliability features of the SEM program, contain a
complete function on a card, and incorporate module level BIT
circuitry and algorithms to perform on-line diagnostics and
fault logging.

3. BACKGROUND

There are three major elements that comprise the NUDEC
system: the bus backplane, the card cage/thermal dissipation
system, and the GCCS modules including system unique signal
conditioning (S/C) modules.

3.1 Bus backplane

The bus backplane is a twenty four slot multiple bus
interconnect structure comprised of a single Intel parallel
system bus (iPSB), two Intel local bus extension (iLBX II)
buses, and a power interface/distribution system. Four of
the slots are reserved for SEM E power supplies, or as an
electrical interface for other types of power supplies. The
power distribution system may contain as many as four
different source voltages and three distinct ground returns
within the backplane. Module slots are connected together to
form a twenty module general communication iPSB protocol
backplane on which any of the GCCS modules can communicate.
At each end of the iPSB backplane, five slots are connected
to form two iLBX II protocol high speed direct CPU to memory
interfaces. A group of pins in each slot is reserved for the
system user. None of these pins are connected, so all
connections between modules in this region require wire
wrapping. The primitive address/data buses (Local/Dual Port)
in a NUDEC system will reside in the user defined area. This
bus allows general purpose communication initiated by a
Controller module to memories and/or I/0 modules. The user
defined area will also contain the S/C interconnects to 1/0
modules, RS-422 interfaces, and cabling to/from the NUDEC.

3.2 Card cage/thermal dissipation

The card cage/thermal dissipation system holds the
backplane, GCCS, and S/C modules in place and dissipates the
heat from the modules, format "E" modular power supplies, and
backplane. Thermal management for the NUDEC system utilizes
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a conduction cooling scheme for heat dissipation. The heat
generated by active components on the electronic modules is
conducted through the module frame to the guide rib area.
Wedge lock module retainers clamp the module guide rib
against the card cage rails, thereby providing a low thermal
resistance path between the module guide ribs and the card
cage. Heat conducted into the card cage frame is removed by
heat exchangers located in the rails. The heat exchangers
transfer the heat to cooling air supplied through a fan/duct
assembly.

3.3 GCCS modules

The GCCS consists of "building block" modules that can
be configured to meet a wide variety of controller
applications. The standard modules contain a complete
specific function and an iPSB protocol bus interface.
Resident hardware and firmware on all modules assists in
system, module, and component fault detection and isolation.
The CPU module is built around a 32 bit processor and
coprocessor core for high level data processing and floating
point math capability. Resident high speed pipe-lined memory
allows the CPU module to operate efficiently and minimizes
off card accesses. In dedicated control scenarios the
Controller module is a 1lower cost option to the CPU module.
The Controller’s resident non-volatile memory allows user
defined efficient dedicated control tailored to the
application or low level data processing to augment a CPU.
In addition to Multibus 1II applications, the module can be
used alone or with I/0 modules in applications that do not
require an iPSB interface. Analog to digital (A/D), digital
to analog (D/A), and discrete I/0 (DIO) are the present I/0
modules. Application flexibility for the system I/O is
accomplished by varied operational mode capability, iPSB bus
master interface, and primitive bus communications to the
Controller module through a dual port memory. This memory is
accessed by the Controller module on the Local/Dual Port bus

interface. The random access memory (RAM) and erasable
programmable read only memory (EPROM) modules provide
additional scratch pad or program storage. The memories

communicate with the CPU module using the iLBX II bus and to
the Controller with the Local/Dual Port bus. They also act
as global memory on the iPSB bus and can communicate with any
of the processing or I/O modules. System unique S/C modules
are used to condition inputs from sensors and loads to levels
appropriate to the I/0 modules, and to condition outputs from
the I/0 modules to 1levels appropriate to the system. These
modules produce the specific level shifting, scaling, or
drive required for each application that would not be
appropriate on a general purpose module.

3.226




4. CONTROL HARDWARE ARCHITECTURE

The versatility of the backplane and GCCS module set
affords NUDEC with an efficient architecture for implementing
high complexity controls. The multiple bus backplane
supplies the interconnect structure for modules, distributes
power, and interfaces signals to/from the control system.
The iPSB bus allows high speed real time communication for
centralized control to transpire. A centralized processing
module is able to efficiently receive sensor data and
transmit control data through messages across the iPSB bus
to/from other modules. The iPSB bus also promotes an
atmosphere in which distributed processing can occur. Tasks
can be segregated into dedicated fast ata manipulation or
pre-processing routines and performed by additional processor
or I/0 modules. Pertinent information can then be passed by
messages across the bus to the central control module(s).
With the iLBX II buses, multiple CPU’s are able to share fast
common memory and perform parallel processing on intricate

control algorithms for quicker resolution. A NUDEC system
will contain a mix of GCCS modules (processors, memories, and
1/0) to perform the specific control function. The

processor modules will handle system housekeeping and
maintenance functions and supply control algorithm solutions
from sensor data gathered by the I/O modules. Memories will
maintain the storage area for system algorithms, any
nonresident processor specific routines, CPU operating
systems, and system level maintenance routines. 1/0 modules
are divided into two types: GCCS I/0 modules and S/C modules.
Machinery sensor data is transmitted or received by I/0
modules and passed from/to other GCCS modules within the
system.

4.1 Processing

The two processing modules in the NUDEC system are the
CPU and Controller. They are responsible for obtaining
sensor data from I/0 modules, interpreting the data, solving
control algorithms, and returning operational commands to the
machinery. In advanced control systems, communication with
other equipment or control systems will be necessary for
integrated control. Direct or indirect communication with
external equipment or systems requiring periodical or on
demand updates is possible with the NUDEC processing modules.
RS-422 interfaces produce a point to point communication
capability or they can be placed in a master/slave
arrangement. Advanced control systems will also be required
to perform self diagnostics and operate with diverse recovery
scenarios. In conjunction with data and control processing,
GCCS processors may also be tasked with the collection and
processing of module fault data for system use. This fault
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information is automatically generated in each of the GCCS
modules by resident on-line hardware and firmware and if
possible stored in non-volatile and iPSB accessible memory.
Bus and system level diagnostics can be implemented with the
processing modules to aid in system fault detection and
recovery. The fault recovery could be a simple safe shut
down of the system, switching to a degraded mode of
operation, or a full reallocation of the system resources to
maintain full operational capability. To perform effectively
in a centralized control system a processor will be required
to handle all system housekeeping functions, solve all
control algorithms, communicate with data gathering modules
and memories, and act as the central clearing house for all
control activity. The GCCS processing modules can handle any
system housekeeping necessary to maintain a logical flow of

data within the systen. These modules communicate to the
other agents (memories modules or 1I/0 modules) by various
methods and on multiple bus paths. Module initialization,

module configuration, and fault information is located in and
accessed by the iPSB bus using the interconnect space
protocol which uses an eight bit single transfer of data
between modules. The module’s host processor is not involved
in or interrupted by the module to module interconnect data
transfer. Memory communications may be conducted on the iPSB
and ilLBX II buses by a CPU module, or on the iPSB and the
Local/Dual Port buses by a Controller module. A distributed
control system requires processor modules to perform
dedicated processing and control algorithms, communicate with
other processing agents, share common memory space, and
control dedicated I/O. A Controller module with its resident
user memory is programmable for dedicated control and data
processing. Its implementation of the Local/Dual Port bus
allows independent control of 1I/0 resources and memory data
in conjunction with the iPSB global memory and 1I/0 resources.
Both processor modules can communicate with each other or
with I/0 modules using unsolicited message passing on the
iPSB bus. In the unsolicited message protocol, a single 32
byte data packet is transferred. The CPU’s can communicate
using iPSB solicited messages which transfers multiple 32
byte data packets with a single bus arbitration.

4.2 Memory

The RAM and EPROM modules provide mass data storage for
NUDEC systems. EPROM modules will contain the non-volatile
memory used by CPU modules for operating systems, system BIT
routines, and control programs and algorithms. Any

additional non-volatile data and firmware required by
Controller modules that is not contained in the resident
memory will reside on EPROM modules as well. The EPROM
modules may also be used for storage of I/0 module programs
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for download by a Controller or CPU module. All temporary
data storage in a NUDEC system will be in RAM modules when on
board processor memory space 1is insufficient. Both memory
modules are dual access capable with an iPSB bus interface,
and another dual function interface that can be connected to
an 1iLBX II bus or the Controller module’s primitive
Local/Dual Port bus. This multiple connection capability
allows one memory type to service an entire system, thus
reducing system cost and complexity. Up to four memory
modules can be connected to a single CPU module across the
iLBX II bus. To facilitate high speed multi-processing
applications two CPU modules can be connected to as many as
three memory modules on an iLBX II bus. In addition, data
may be passed from Controller or I/O modules directly to the
memories via the iPSB bus, instead of directly passing data
messages to a CPU module. This allows a CPU module to
directly access data from several sources across the high
speed iLBX II bus as the data is needed. One of each type of
memory module can be connected to a Controller module on the
Local/Dual Port bus to expand the module memory or for use
instead of the on board user memory. This high speed multi-

access capability enhances a NUDEC system’s ability to
control advanced systems.
4.3 1/0

The GCCS I/0 modules (discrete I/0, A/D converter, and
D/A converter) are the interface to the external world from a
NUDEC system. Each module performs a single specific
function for one or more processor modules, and thereby
supports the versatility and fault isolation capability

necessary for high complexity control systenms. Multiple
signal types can be controlled by a single I/0 module with
the use of signal conditioning modules. These signal

conditioning modules are used to level shift, scale, or
increase the drive power for the signals to/from the I/0
modules. System fault detection and isolation is unaffected
by the addition of signal conditioning modules, since any I/0
module can control and test all S/C modules to which it is
attached. This on-line testing is conducted so that it will
not affect the operation of the system, and if a fault is
detected, the I/0 module will report the fault to the system
test handler. All of the I/0 modules can be accessed across
the iPSB bus and/or the Controller module’s Local/Dual Port
bus to further increase reliability and capability. The DIO
module contains ninety-six off/on (zero Volt/five Volt)
signals which can be used to control/monitor switches, etc.
For added versatility, these signals can be software
configured in groups of eight as either inputs or outputs.
The A/D module has 32 channels for converting analog input
signals into digital data that can then be forwarded to one
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of the processing modules for interpretation. The D/A module
has 16 channels on which digital input data from one of the
processing modules can be output as analog signals. Both the
A/D and D/A modules have pin programmable voltage ranges to
increase versatility, or a voltage level outside these ranges
can be scaled for acceptance by a signal conditioning module.
In addition to the pre-programmed operational modes of each
module, all of the I/0 modules can be 1loaded at the user’s
discretion with pre-processing programs to condition the data
before transmission to the processing modules. This
additional feature allows the burden of signal processing to
be distributed throughout the system.

5. CONCLUSION

Since Navy platforms will increase in complexity to meet
both the low and high level threats of the future, ship
control systems must provide a high speed multi-tasking
environment to exploit the capabilities of emerging
technologies. These control systems will require high speed,
real time processing capability to analyze sensor data, apply
the data in intricate operational algorithms, and return the
required control signals. Advanced control systems must have
high data throughput, quick response times, and levels of
redundancy and fault tolerance. These systems must also be
reliable, cost effective, and easy to maintain. The Navy
Universal Digital Electronic Controller is able to meet all
of the Navy requirements for control systems, now and in the
future. It gives the flexibility and speed in control and
data processing that high complexity systems require. The
ease of implementation, the built in redundancy, and the high
level of testing and fault isolation in a NUDEC allows the
construction of a wide range of high complexity control
systems.

END NOTE

Multibus II, iPSB, iLBX II are trademarks of Inteil
Corporation and its affiliates.
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ENHANCED PROPULSION CONTROL BY USING AN
ADVANCED ENGINE CONTROL SYSTEM

by F. Butscher
and M. Miller
MTU Deutsche Aerospace

1. ABSTRACT

Propuision Control has a major importance among the different fields

of Ship Control. Many complex Propulsion Control Systems (PCS) have been de-
veloped in the past. Most of them are exposed to the same problem: The in-
terface between the PCS-computer and the conventional equipped propulsion
engines, with their mechanical governors, pneumatic actuators and parallel
cabled sensors, restrict the efficiency of the entire system.
MTU, known as a manufacturer of Diesel engines and Gas turbines cleared away
these restrictions for its own and other PCS by developing a computerized
Engine Control System (ECS), which covers all engine-related control func-
tions and offers an adequate interface to the Propulsion Control System. 1In
addition an Integrated Load Profile Recorder supplies the PCS with informa-
tions about "Life Cycle Consumption®.

The paper contains a treatise of the various tasks of the Engine
Control Systems the different approaches of the interface to the superior
PCS and new "Propulsion Control" features. The advantages of the combination
of £CS and PCS are shown in 3 different examples:

s speed boat with four shaft FPP-propulsion
» corvette with two shaft CODAD-CPP propulsion
s frigate with two shaft CODOG-CPP propulsion.

2, INTRODUCTION

The Propulsion Control System incorporates all components required
for propulsion plant control and regulation. The main element is the Remote
Control System (RCS), which performs all of the important control functions
automatically. It relieves the operating personel of such tasks as configu-
ration, control and supervision of the propulsion plant. Furthermore, in-
correct control processes are eliminated to a great degree and the propul-
sion plant condition is diagnosed continuously. These tasks are fulfilled by
the RCS in conjunction with the engine mounted subassemblies such as sen-
sors, actuators, etc. (Fig. 1).
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Electrical and functional connection of the RCS to the engine pe-
ripheral equipment is extremely difficult due to the large number of inter-
faces involved. The technical possibilities and operational reliability of
the PCS are therefore limited.

The solution to this problem, as discussed in this paper, avoids di-
rect connections between the RCS and the engine peripheral equipment by in-
terposing the Engine Control System which performes the engine and gearbox
specific control functions (Fig. 2)

3. CONVENTIONAL PCSs AND THEIR DISADVANTAGES
3.1 Matching to the various types of sensors and actuators

There are no binding standards for sensors and actuators. As a resuilt
the manufacturers of diesel engines, gas turbines, gearboxes, propellers,
etc. employ a great variety of different types of actuators and sensors. The
necessity of matching the system to this conglomeration of subsidiary equip-
ment makes RCS standardization extremely difficult. Sensors with different
functional sequences require modification of the RCS interface circuitry.
The software must also be adapted to each type of sensor, particularly in
the linearization and normalizing sub-routines.

Adaption to the actuators is even more difficult as two additional
factors, i.e. power range and the dynamic characteristics, must be taken in-
to consideration. The latter is especially critical for actuators are to be
operating in “"closed-loop control” since the available datas are in many ca-
ses insufficient regarding the dynamic characteristics.

3.2 Signal_transfer by parallel wiring

Many signals have to be transmitted between the RCS and the pro-
pulsion machinery. Figure 1 shows the best known version. To date this has
been accomplished by parallel wiring using the "one conductor one signal"
principle. Continuously increasing PCS complexity leads to more conductors,
and connectors, that means a rise of costs and a reduction of reliability.

uffici flexibili stabili
mechanjcal-hydraulic speed governors

Conventional centrifugal governors are difficult to calibrate. Many
times the adjustment repeatability is poor and heavy long-term adjustment
drift is to be expected. This undesireable side-effect must be detected and
rectified by the RCS. Adaptation of the governor parameters as a function of
operational conditions is hardly to achieve, with such conventional gover-
nors which can, under certain circumstances, lead to an oscillating engine

speed. Extensive RCS measures (anti-cyclic speed demand) are required to
suppress such effects.
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4. ENGINES AND THEIR ELECTRONIC CONTROL

Engine Control System have been developed not only in order to eli-
minate the problems described in the previous chapter but also to meet the
precise control requirements inherent to the new-generation engines.

4.1 Diesel engines
a. Characteristics of state-of-the-art diesel technology

The last 8 years have brought about considerable advances in the de-
velopment of fast-running, high-perfomance diesel engines. The specific po-
wer-to-weight ratio has been improved by some 30% without involving any ap-
preciable change to the basic engine components or dimensions. This advance
has been achieved by two innovations in the field of exhaust turbocharging,
i.e.: w sequential turbocharging, Figs. 3 + 4 and

m two-stage turbocharging in conjunction with sequential tur-

bocharging.

The former allows a considerable torque increase, particularly in the medium
speed range. The latter allows charge air pressures up to approximately 5
bar (gauge). In order to avoid impermissibly high combustion pressures due
to these high charge air pressures, the engine compression ratio has been
reduced. The resultant, initially poor, combustion characteristics in the
idle and low-load operating modes have been returned to aceptable levels by
a series of measures, the most important being:

a Cylinder bank cutout
Only one bank of cylinders is supplied with fuel

s Charge transfer
The air charge in the non-firing cylinders is transferred to the
opposing (firing) cylinders during the compression stroke which
leads to a temporary rise in the compression-ratio.

w Ch.rge air preheating
The intercooler is supplied with temperature-regulated engine coo-
lant instead of seawater. As a result, the charge air is cooled in
the high-load range and heated in the low-load range.

Engine Control System (ECS) f i -engin

These new features of the advanced engine-technology require an
etectronic control system which additionaly must cover the conventional con-
trol requirements as speed governor, start and stop sequences. Therefore, an
adequate technology was chosen: a microprocessor based hardware in a rugge-
dised casing in order to be mounted in the engine room. As shown in Figs. §
and 6 the ECS-tasks are divided into governing-, controlling- safety- and
diagnostic functions. The latter became more and more important during the
recent years and is mostly named Built In Iest Equipment or Integrated Jest
System. Fig.7. In addition to the current standard procedures for detection
of malfunctions and hidden irregularities, this subsystem is capable of cal-
culation and storage of life-data. Worthy of specific mention in this
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respect is the ECS "Running Profile Recorder". Fig.8. This is an array of
digits covering the engine performance map (fuel rack position versus engine
speed). This unit registers the number of seconds the engine operates in
each power range. Provided the appropriate machinery-constructional datas
are known this information can be used to calculate the life-cycie consump-
tion details.

4.2 Gas turbines

Various types of gas turbines were prepared and installed by mtu for
marine applications in the past. Even an ECS for gas turbines (ECS-GT25) has
been developed . (Fig.9) This unit follows the philesophy of the ECS pre-
viously created for Diesel engines: to cover all control-, governor- and su-
pervision functions as well as to communicate with the RCS by a serial link.
Therefore the communication to the RCS involves only minimum effort even
with CODOG propulsion system.

5. ACHIEVED ADVANTAGES
5.1 Interface simplification

The new-generation MTU Engine Contro) System (ECS) allows acquisition
of all engine and gearbox measured data which are then standardized; the
operational and T1imit values are calculated and stored in a data memory.
This data pool is available to the superior RCS and, if necessary, to the
Monitoring Control System (MCS). Data transfer is via physicaly separated,
bi-directional data links or bus systems which, if required, are designed as
redundant systems. To date RS-422 interfaces have been preferred; connection
to an ETHERNET-bus is currently under test.

The roundabout route via pneumatic or hydraulic auxiliary systems is
no longer necessary. Interface and data transfer problems have been elimina-
ted. The amount of wiring required between the propulsion system components
ang the RCS has been reduced to approximately 10% of that originally requi-
red.

5.2 Storage and presentation of engine operating and diagnostic data

The simplified interface to the ECS has the advantage that all
engine-related data and the "Load Profile Recorder” integrated into the ECS
have access to the RCS, and MCS, master data bases located in the main con-
trol room or on the bridge. A1l data are permanently stored in these data
bases and are prepared to be displayed either on a screen (Fig.10) or dialo-
gue unit.
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5.3 PCS improvement possibilities

As a matter of principle it is possible to say that, due to the in-
telligent ECS systems the performance capacities for modern propulsion sy-
stems have been increased considerably.

Here are a few examples:

m Optimum power matching of several shaftlines (see 6.1).
a Power matching during course change operation (see 6.1).
a Optimum power matching for DAD systems by simple changeover
from master mode (speed governor) to slave mode (fuel injection
governor) (see 6.2).
Schedule map correction as a function of static and dynamic po-
wer limitation due to:
Intake air temperature according to ISO 3046/1
Seawater temperature according to ISO 3046/1
Fuel temperature
Charge air pressure
(see 6.3).
m Optimization of acceleration, i.e. load acceptance control with
optimum torque development (e.g. CPP propulsion Fig.11).

Fig.1l shows, the acceleration characteristics of a PCS with
and without "load control”. In the case of propulsion systems
without ECS the lack of reliable signals often means that only
time-dependent specified setting commands can be given to the
propulsion engine and the CPP. The result is not sufficient.
Either the acceleration ramp is very slow or it is adjusted to
normal conditions. But this approach would lead to an overload
situation if a change appeared in enviromental conditions, i.e.
hull fouling, increased displacement, high ambient temperatures
etc.. The maneuver is never matched to the best conditions. In

the case of MTU propulsion systems, the ECS supplies the RCS
with a qualified signal which provides information on the power
reserves available at all acceleration phases. This information
is_used for the calculation of propulsion engine speed and pro-
peller pitch settings. This results in optimized acceleration
and crash maneuvers which, irrespective of peripheral condi-
tions, convert the maximum possible engine power into pro-
puisive thrust.

» Torsional vibration monitoring with alarm initiation and Sche-
dule map correction if alternating torque limit is exceeded
(Fig. 12). Due to external influences on the propeller, or pos-
sible engine misfires, torsion vibrations may be created which
can endanger the propulsion system components, especially the
coupling. Fig. 12 shows schematically how the PCS reacts. Based
on its "inside-information", the ECS calculates both the lcad
torque and the alternating torque. If the alternating torque or
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the total torque, exceeds the permitted 1limit, the RCS change
the "Demand" signals for engine speed and propeller pitch until
the excessive torsional vibration (resonance point) is passed
over. As far as possible, the ship’s speed is kept constant du-
ring this procedure.

e Selection capability for optimization of various operational
parameters, such as, for instance:
Noise reduction
Fuel consumption

5.4 Development and test simplification

Employment of the Engine Control System has considerable advantages
not only for practival in-ship service but also in the development Taborato-
ry. When developing and testing PCSs it is not necessary for each and every
analogue or binary value to be available as hardware.The serial data flow
can be realized using an original E£CS or an personal computer for simula-
tion.

6. EXAMPLES

6.1 Speed boat with four-shaft FPP propulsion

The propulsion system configuration shown in Figs. 13 and 14 com-
prises four shaftlines each with a propulsion diesel, a revers reduction ge-
arbox and and a fixed-pitch propeller. Each shaftline is controlled by an
independent RCS using identical hard- and software. The number of control
stands can be extended in accordance with the customer’s options. Each pro-
pulsion engine is provided with its own ECS and is serial connected to the
associated RCS. The RCS components are integrated into a star network and
the information interchange from shaftline to shaftline is also via serial
data Tinks.

In addition to the standard PCS tasks, another advantage of the
RCS/ECS constellation is worthy to mention. Actuation of a pushbutton allows
any desired shaftline to be selected for "Single Control Lever" operation.
Under cruise conditions this considerably eases ship’s handling, in order to
change to another propulsion stage the person in command merely has to ope-
rate one lever instead of four; synchronisation and matching of all shaftli-
nes is assured by the RCS. The ECS provides the propulsion system with up-
to-date performance and status data which facilitates precise load balancing
between all four shaftlines. Propulsion engine overload due to incorrect
control commands, failure of one shaftline, uncoordinated acceleration, or
deceleration etc. are thus prevented. Even during course change , this func-
tion prevents unbalanced engine loading.
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6.2 Friqate/Corvette with two-shaft CODAD-CPP propulsion

Fig. 15

The propulsion system configuration depicted in Fig. 15 comprises two
shaftlines, each with two propulsion diesel engines, a reduction gearbox and
a controllable pitch propeller. Each shaftline is controlled by an indepen-
dent RCS. Each propulsion engine is provided with its own ECS.

Fig.15 roughly shows the interaction between an ECS per engine and
the RCS as referenced to one shaftline. A particular advantage, inherent to
this system, is the effective "Power Sharing".

Normally, in the cruise mode, only one engine is operative per shaft-
line. By pushbutton actuation in the contrel stand, this engine is des-
ignated as the "Master" engine and is automatically engaged. For the asso-
ciated ECS this "Master" designation means that the engine governor must
operate as a speed governor (Fig. 16 "Master Control Curve"). For higher
speeds the second engine is required. Again by pushbutton actuation, the
operator initiates full automatic second engine synchronization and engage-
ment. On completion of this procedure the second engine ECS receives the
designation signal "Slave" and switches the engine governor to the
fuel-injection governor mode. (Fig. 16 "Slave Control Curve").

The fuel injection governor has the sole task matching the master
engine load signal within the permissible speed limits. The loads per engine
are thus exactly identical. This is of particular importance in high-perfor-
mance applications as only so can the individual engine outputs be added to-
gether to produce the total power rating. Pre-selection of the "Master" or
“Slave” engine is not necessary as the operator can freely select the
"Master” unit under all operational conditi-ns.

The design and concept of RCS and ECS guarantee precise Joad sha-
ring, not only for static operational points along the propeller curve, but
also for dynamic, or transient, procedures such as occur during acceleration
and deceleration manocevers or in heavy sea conditions.

If the operator selects the "Single Control Lever" function, as des-
cribed in 6.2 then, once again, he has the advantage of full control of the
ship’s propulsion system via a single control lever.

6.3 Frigate with two-shaft CODOG-CPP propulsion

Fig. 17

The propulsion system configuration depicted in Fig. 17 comprises two
shaftlines each with a propulsion diesel engine, a gas turbine, a reduction
gearbox with Self Shifting Synchronizing Clutch (SSSC) and a controllable
pitch propeller. Each shaftline is controlled by an independent RCS. Each
propulsion unit is provided with its own ECS. Design and operation of this
PCS are identical to the previously described examples. Again, the ef-
ficiency of the RCS and ECS guarantees excellent handling with this propul -
sion system configuration.
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Fig. 18 demonstrates one advantages of the interface simplification
mentioned in 5.1 using the ambient temperature compensator as an example.

The ECS measures the power-relevant ambient temperature and transmits
the measured value to the RCS. Dependent upon which propulsion unit is cur-
rently active, i.e. diesel engine or gas turbine, the appropriate functions
are initiated to which the demand signals are then matched. For the gas tur-
bine a coefficient is calculated from the manufacturer’s performance map
which, when multiplied by the temperature, produces a corrected demand si-
gnal. The ship’s speed preselected by the operator in the control stand re-

mains unchanged.

7. SUMMARY

The propulsion control is enhanced by the combination of the Remote
Control System with an advanced Engine Control System. The following advan-
tages are achieved:

s Increase of Propulsion Control performance

s Increase of Propulsion Control reliability

m Reduction of ingeneering efforts

s RCS-evaluation by simulated machinery under real time conditions.
Modern engine technology combined with state of the art electronic control
offer a multitude of possibilities for layout and operation of power plants
in order to provide optimized and reliable propulsion with full considera-
tion of the technical specifications, safety requirments and economy as-

pects.
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MTU ELEKTRONIK

Main Data Proputlsion Plant
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Cruising Speed (2 Diesel):
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NEW CONTROLS FOR THE POLAR STAR AND POLAR SEA ICEBREAKERS

by Guy Hardwick
TANO Marine Systems, Inc.

1. ABSTRACT

U. S. Coast Guard polar class icebreakers POLAR STAR
(WAGB 10) and POLAR SEA (WAGB 11) were built in the
mid-seventies. The Coast Guard has experienced problems
regarding reliability and maintainability with the original
control system. The original system supplier is no longer in the
marine controls business which has made spare parts supply a
difficult task. Recognizing the need to improve the situation,
the Coast Guard embarked upon a course to change out the
controls, developing a specification in the mid-eighties.

TANO won a contract in 1987 to remove the existing control
consoles from both ships and install new distributed
microprocessor control and monitoring systems compliant with
MIL-P-24423 as well as latest military technologies.

Several new control instruments were developed under this
contract to meet the rigid temperature and vibration requirements
experienced during icebreaking. This paper describes these new
devices plus other unique features of this new control system,
such as the trackball/CRT control inputs, and Ada software. The
paper also discusses the trade-off studies made during the design
process to achieve a high degree of both reliability and
maintainability.

2. INTRODUCTION

The POLAR S8TAR and POLAR BEA icebreakers were launched in
1973 and 1975 respectively at Lockheed Shipbuilding in Seattle,
Washington. These ships are 399 feet long and are the largest
icebreakers outside of the Soviet Union.

Propulsion machinery consists of Diesel-Electric or Gas Tur-
bine (CODOG) for three shafts with Escher Wyss controllable pitch
propellers. There are six main propulsion diesel generators.
Each shaft can be assigned either 1 or 2 main diesel generators
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to obtain either 3,000 or 6,000 hp per shaft while in the
electric mode. Pratt & Wwhitney gas turbines (model FT4A12)
provide 20,000 hp (continuous duty, 25,000 hp surge) for each
shaft. Figure 2-1 shows the propulsion plant arrangement.

In diesel electric mode, ALCO diesel engines turn AC genera-
tors. The output is rectified to DC which drives Westinghouse
propulsion motors which turn the shafts. In gas turbine mode,
the free turbine output shaft drives a double-reduction gear,
which is coupled to the propeller shaft, just forward of the DC
propulsion motors.

The propulsion machinery is divided among five machinery
spaces: Diesel Room No. 1 and 2, Gas Turbine Room, Motor/Gear
Room, and Motor Room. The Motor Room contains the DC motor for
the centerline shaft as well as the CP propeller hydraulic
systems for all shafts.

The Engineering Control Center Console (ECCC) is located in
the Engineering Control Center (ECC) directly above the Motor
Room.

3. SITUATION ANALYSIS

The following is a brief overview of the system being re-
placed. The original monitoring and control system for these
ships (built by Barber-Coleman) was a hybrid digital/hardwired
design. Refer to figure 3-1. The propulsion control and moni-
toring was hardwired analog electronics. The control of the
electric ship service and auxiliary systems was also hardwired.
The monitoring of the auxiliary systems was done by a computer.
This computer-based system provided for alarms on individual in-
dicators, demand displays of analog parameters, and log print-
outs. A model KSR-33 teletype terminal was installed in the rear
of the control console for running diagnostics. All ship’s
sensors were wired directly to the EcCCC.

There are five propulsion control locations: primary control
from the ECCC and remote control at the Pilothouse Console,
Starboard Bridge-wing Console, Port Bridge-wing Console, and the
Aloft Conning Station. The aloft conn is an enclosed, heated
cubicle located on the mast at the 09 level. Access is internal
through the mast structure. Propulsion and steering control can
be transferred from the Pilothouse.

The throttle levers at the pilothouse were mechanically
linked by push-pull cables to the levers at the port and
starboard bridge-wing consoles. The pilothouse throttle levers
ssnt analog electric signals to the propulsion control system in
the ECCC.
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4. NEW ARCHITECTURE

The new system is a distributed processing system incorpo-
rating five RDUs (remote data units). One RDU for each of the
five machinery spaces (see figure 4-1). The system features nine
militarized VMEbus processors using the Motorola MC68020 micro-
processor. The contract required the use of a commercially
available, industry standard processor bus using two-part
backplane connectors. VMEbus and Multi-Bus II both met the
contract requirements. TANO chose VMEbus based upon our usage of
VMEbus on the U.S. Navy T-AO 187 series of ships, as well as our
Ada programming experience with the Motorola 68000 series
nicroprocessor. TANO elected to design our own family of
militarized VMEbus modules because some features required (e.g.
high-resolution graphics) were not available elsewhere at the
time. We also felt that system configuration control could be
better managed if we had design control over the processors.

S. RDUs

Each RDU contains a TANO VME-68020 microprocessor and signal
conditioning electronics to acquire and send data to the sensors
and actuators assigned to it. This system uses TANO’s military
qualified TDAC (TANO Data Acquisition and Control) sub-system
which performs the signal conditioning and interfacing to the
VMEbus processor. The TDAC sub-system has been used successfully
on U.S. Navy LSD-41 Class ships and U.S. Coast Guard WMEC-901
Class cutters.

Each machinery space also has one or more local panels for
visual and audible alarm indication. Since the machinery spaces
on these ships are periodically unmanned, the 1local alarm
acknowledge will automatically silence the audible horn or siren
after an operator enterable time delay.

6. ECCC

The ECCC is comprised of a six section console, each section
being 36 inches (91.4 cm) wide. For EMI protection as well as
protection during shipboard assembly, each section is constructed
as an individual deck-mounted console. The sections are bolted
together and to a common base once in place. The construction
also lends a high degree of independence between the functional
areas of propulsion control, auxiliary control, and vital alarm
syster.

The ECCC contains four TANO VME-68020 microprocessors, one

for each shaft, and one for the ship service electric plant and
auxiliary systems.
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6.1 PCANS

Three of the ECCC’s six sections are devoted to PCAMS
sub-systems (Propulsion Control and Monitoring System). There is
a separate PCAMS for the Starboard, Port, and Centerline shafts.
Each PCAMS is independent of the other: independent power input
and distribution, redundant DC power supplies, VME processor,
local interface electronics, CRT, LCD digital meters, throttle,
trackball, etc. The operator can control and monitor the
machinery dedicated to a given shaft or, in the case of diesel
generators, assigned to that shaft (this ship system allows the
operator to connect an alternate DG to any shaft DC motor drive).
Except for nameplate legends, the three PCAMS units are identical
hardware simplifying maintenance and logistics. Refer to figures
6~1 and 6-2,

a. PCAM8 CRT The CRT’s used on the PCAMS and the rest of
the TANO system are military grade (MIL-E-16400) high resolution
color monitors. The resolution is 800 x 600 pixels,
non-interlaced. The CRT is fed by a TANO designed VMEbus video
controller. The CRT screen is divided into four areas (see
figure 6-3):

o Central Display Area

o Demand Display Area

o0 Message and Alarm Area

o Sidebar Menu Area
In addition, the system provides pop-up menus for specific
purposes.

The normal PCAMS display is an overview mimic of the respec-
tive shaft showing the mode (GT or DG) and supporting systems.
Refer to figure 6-4. An alarm within a primary system will lead
the operator to a detailed mimic for that system to show the
operator the cause for the alarm. See figure 6-5 for an example
of a detailed mimic.

The operator can select any three analog parameters for con-
tinuous display (bar graph and digital format) at the top of the
CRT screen in the area reserved for demand displays.

The sidebar menu changes with the central display. The
sidebar, together with a trackball controlled cursor, allows the
operator to activate soft-keys to enter commands to the system to
bring up specific mimics. Detailed mimics allow the operator to
change the state of most propulsion auxiliaries such as the CPP
servo pumps.

Example: From the master mimic (figure 6~4), the operator
would move the cursor to the "Pitch Servo" block and press the
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SELECT pushbutton located adjacent to the trackball. The Main
Motor/CPP mimic (figure 6-5) would appear. The operator would
see the status of the CPP servo pumps. If the operator chose to
change the status, he would move the cursor to the servo pump
block and again press SELECT. A Pop-up menu (see figure 6-6) for
the servo pumps would appear on the screen showing the operator
which choices are available. By using the cursor and the SELECT
pushbutton, the operator can change the pump’s status.

Most pumps, valves, heaters and other propulsion auxiliaries
are controlled through the CRT mimics by use of the trackball
cursor and a pop-up menu. Those auxiliaries that are considered
weritical® are also available (soft-key commands) on a Critical
Controls Page which the operator can access through a dedicated
pushbutton on the console.

6.2 MEPMAS

The auxiliary systems monitoring and control sub-system is
called MEPMAS (Main Electric Plant Monitoring and Alarm System).
The hardware elements for this sub-system are identical to the
hardware items used in the PCAMS (CRT, trackball, VME processor,
etc.) except that the MEPMAS also has a full size keyboard to
allow the operator to perform system utility functions such as
change setpoints and time delays, load new software from magnetic
tape, and modify propulsion control variables.

In addition, the MEPMAS includes a second color CRT,
keyboard, and trackball mounted into a deck mounted unit called
the Watchstander’s Terminal. The Watchstander’s Terminal can
simultaneously display different data/mimics than the EcCCC
mounted MEPMAS CRT. This unit can also perform as a back-up to
the MEPMAS CRT/keyboard/trackball. The MEPMAS system also
contains all of the PCAMS graphic mimic data in its database so
that in the event of a failure of a PCAMS CRT, the MEPMAS can be
set by the operator to display PCAMS mimics and allow the
operator to activate PCAMS CRT controlled machinery.

7. LOCAL AREA NETWORK (LAN)

The nine VME processors communicate with each other over a
redundant, high-speed (10 Mb/s) militarized Ethernet data network
in conformance with ANSI/IEEE Standard 802.3-1985 and ISO
International Standard 8802/3. (Ethernet was jointly developed
by Digital Equipment Corp., Intel Corp., and Xerox Corp.) TANO
designed the VMEbus LAN controller and the bus transceiver (node)
to meet the military requirements for shipboard use.
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8. VITAL ALARM SYSTEM

The new control system contains an independent vital alarm
system (VAS). Refer to Figure 8-1. The VAS is based upon a TANO
designed microcontroller with Read Only Memory (ROM) based code.
RAM memory is used for time delays which are operator changeable.
The VAS has its own set of redundant DC power supplies and is not
affected by a failure of the main control system. The VAS is
linked to the MEPMAS to allow logging of vital alarm system
events, to handle the man/machine interface for time delay
changes, and to allow vital alarm annunciation of ECCC PCAMS or
MEPMAS VME processor failure.

9. S8OFTWARE

The language that was chosen for this system is Ada. TANO
chose Ada due to previous success with Ada on a US Navy auxiliary
oiler program.

9.1 Random Access Memory (RAM) Resident Code

An important software maintenance feature is the use of
battery backed-up RAM in the VME processors. The RAM modules
have an on-board battery to retain memory even when the module is
removed from the system. The software is downloaded via the LAN
to each of the nine VME sub-systems by use of the magnetic tape
drive system linked to the MEPMAS processor. The system allows
the logistics of spare RAM modules to be simplified and the
number of unique electronic modules to be kept to an absolute
minimum.

9.2 8oftware Modules

The following list describes the various Ada modules in the
Polar Class system:

a. Serial I/O - contains utilities for configuring and
communicating with devices connected to the TANO VMEbus Serial
I/0 board.

b. Database - consisting of predefined fields, Database is
used to perform data acquisition, runtime calculation, and
display.

c. Network =~ provides facilities to allow for general
process-to~process communication over the LAN. In general, the
LAN is used to communicate changes or exceptions. This reduces
the network traffic reducing the possibility of data "collisions"
and subsequent false readings.
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d. Data Acquisition - scans raw data from RDU signal
conditioning electronics (TDAC), checks for alarm and fault
states, and sends output commands to external machinery through
TDAC analog and solid~-state relay outputs.

e. Display - provides facilities to create all of the mimic
display pages, update the analog and status data displayed on a
CRT screen, bring up the pop-up menu, and display setpoint
values. A simple off-line facility gives the user the ability to
create mimic layouts on a personal computer (PC).

f. Graphics - is designed to interface with the TANO VMEbus
Video Graphic Controller. The Video board uses the Advanced
Micro Devices AM95C60 graphic engine. Graphics provides routines
for interfacing with the AM95C60 chip and a scaled down version
of the GKS graphics command set plus some GKS_EXTENDED commands.

g. Propulsion Control ~ provides the various routines for
controlling the shaft RPM and pitch, handling control location
transfers, interfacing with digital throttles, gas turbine
start-stop sequence logic, diesel generator load control, etc.
All closed-loop control routines are confined to the processor
that has access to the control inputs and outputs so as not to
add a time phase lag because of multi-processor and LAN handling.

10. TRADE-OFF STUDIES

Several design trade studies were done during the course of
the project to improve the system performance, reliability, or
operability. A few are described here:

10.1 CRT Control

Perhaps the most significant trade study involved reducing
the number of discrete motor/valve controls and indicators on the
ECCC in favor of using software via the CRTs and trackballs.
This had the effect of reducing the quantity of discrete panel
mounted components thereby allowing the ECCC to be physically
smaller and less intimating to the operator. Also, less hardware
increases the reliability of the system with corresponding reduc-
tions in logistics/spare parts requirements.

10.2 Digital Meters

Another trade study involved the digital and circular
bar-graph meters used in the system. The original specifications
called for LED meters. Experiments with military-grade LED
meters in and near direct sunlight showed that readability was
not satisfactory. TANO proposed a liquid crystal display (LCD)
meter that proved to be usable in all 1lighting conditions
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expected on the bridge of the icebreakers. The meters used on
the ECCC are the same type (LCD) for logistics reasons.

10.3 Throttle Wheel

The Coast Guard asked that we eliminate the mechanical
push-pull cables presently used on the bridge to link the ship
control console (SCC) throttle levers to the bridge wing levers.
We were also asked to keep the design as simple, rugged, and
reliable as possible. In answer to this challenge, TANO
developed the Digital Throttle Wheel (DTW) (see figure 10-1)
which communicates over a RS-422 serial 1link to its corresponding
PCAMS unit in the ECCC. The DTW has only two moving parts with
no physical rotational stops and uses an optical encoding device.
The design of the throttle device allows the operator to command
the full range (from maximum astern to maximum ahead) while
maintaining contact with the same point on the wheel. At
pilothouse and aloft conn stations, the operator can
simultaneously control three throttle wheels with two hands.

The throttle command setting is displayed in digital format
on an LCD display adjacent to the throttle wheel. All control
locations display the exact same throttle command setting.
Control location transfers are inherently "bump-less" since all
locations track the controlling location commands through the
data links.

11. INSTALLATION CHALLENGE

This section discusses the engineering challenges to install
the new system (size and placement of RDUs, size of ECCC, etc.)
The contract required that TANO remove and replace the control
system while the ships are docked and the crew is aboard.

11.1 RDUs
The RDUs had to be sized to fit through existing

passageways. The approach taken was to divide the RDU into

functional boxes of manageable size. Each RDU consists of:

a. Power Box containing the redundant DC power supplies and
EMI filters,

b. Electronics Box containing the TANO VME~68020 processor
and TANO Data Acquisition and Control (TDAC) electronics,

c. I/0 Box(s) housing the field termination modules and
signal conditioning circuits.

3.274




‘199yA 310yl ‘1-0) danByy

\I aonfuns buyunow

P i e e, (L L e

47 )

T .

N\ L

3.275




The boxes are mounted as close to each other as possible and
inter-box wiring is protected by means of EMI shielded,
splash-proof, stainless steel wire ways.

Existing sensor cables were removed and new low-smoke cables
installed from the sensors to the RDUs. Cabling from RDUs to the
ECCC do not transit other machinery spaces to limit system
degradation due to a casualty in any one machinery space.

11.2 ECCC

The ECCC, as previously mentioned, has the appearance of
having six sections. Actually, the ECCC has twelve sections.
Each major section (Port PCAMS, Stbd PCAMS, MEPMAS, etc.) is
composed of a front and rear section bolted together. This was
done to allow easier transit of sections into the control room.

All wiring enters the ECCC from the top surface of the
console since the space below the ECCC is the Motor Roonm
machinery space (not allowed to run wires through a machinery
space that do not originate or terminate in that space).

12. SUMMARY

As this paper is written, the Polar Star Class (400 WAGB)
control system is undergoing first article qualification testing.
Installation of the first ship system is scheduled for November
of 1990.

The following is a recap of some of the features of this
advanced system:

Distributed processing,
MC68020 militarized VMEbus processors (quantity 9),
Redundant militarized Ethernet Local Area Network,
Ada software,
High resolution 19-inch (48 cm) color CRTs (quantity 5),
Trackballs and advanced "soft-key" CRT control design
provide greater reliability and commonality of
hardwvare,
- Liquid Crystal Display digital and bargraph meters for
readability in bright light,
~ LED lamps in lieu of incandescent in status/alarm
indicators for reliability,
- Advanced throttle wheels providing precise digital
control for three shafts at five different locations,
= Built and documented to military standards (MIL-P-24423),
- Monitors and controls approximately 1,000 analog and
digital parameters.

3.276




The new TANO control system meets the needs for high
reliability and improved maintainability for military
environments. In addition, this design lends itself to easily
adding future upgrades such as adding additional sensors or
incorporating on-board operator training.
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AN INTEGRATED RUDDER CONTROL SYSTEM
FOR ROLL DAMPING AND COURSE MAINTENANCE
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1. ABSTRACT

A Rudder-Roll Stabilization system is described in this
paper. The system is microcomputer based and contains an
adaptive Kalman filter, an adaptive course-keeping autopilot,
high-gain turning regulators and an adaptive roll damping
regulator. Roll measurements made onboard a minelayer, an attack
craft and a passenger vessel show that the roll reductions
obtained with the ROLL-NIX system, are of the same order as those
which can be expected with an active fin stabilizing system. If
the requirements on roll damping are extremely high, ROLL-NIX and
active fins can be used at the same time. The ROLL-NIX system is
in service on several ships including both naval and merchant
ships. Both operational experience and the results of tests are
presented.

2. INTRODUCTION

During recent years, interest in Rudder-Roll Stabilization
(RRS) has increased rapidly. Advanced, adaptive filter and
control algorithms for roll damping, course maintenance, turning
and track-keeping are easily implemented in microcomputers. On
many types of ship the RRS technique gives roll reductions in the
same order as active stabilizing fins.

The application of rudder roll stabilization systems has
moved to include merchant and commercial vessels along with the
well documented applications aboard naval vessels. Common among
the characteristics desired in these newer applications is the
need or desire to maintain the vessel's top speed, maximum draft,
and fuel efficiency. In short, the characteristics of RRS
systems highly valued for naval applications are important for
merchant and commercial applications as well.

The process of introducing sophisticated control algorithms

to vessel steering systems makes obvious the need and opportunity
to address other areas of the ship's steering processes. In
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particular, areas traditionally kept separate and distinct aboard
ships such as rudder movement, autopilot, course planning,
charting, and navigation, may now be integrated in a manner

consistent with the real needs of the bridge crew. This new
reality is possible by means of the integrated circuit
microprocessor. Complex control algorithms based upon

sophisticated algorithms can now be implemented reliably in small
packages.

The ROLL-NIX system is an example of the application of this
new technology; it provides a sophisticated rudder roll
stabilization algorithm for the realization of its primary
mission, roll damping. In addition, however, its ancillary
systems: autopilot, precise turning regulator, and course keeping
alarms provide substantive support to the vessel's steering
activities on the bridge. Possibilities extend well beyond what
is presented in this paper. Our intent is to show that careful
holistic planning can yield a significant advance in the state of
the art by integrating several systems previously kept separate
and using the shared knowledge to substantially improve a ship's
operations.

2.1 Review of RRS

The concept of utilizing the rudder for the purpose of
stabilizing a vessel against rolling has been known since ancient
times by seafarers. The interest for designing an automatic
control system for RRS started around 1970. See Cowley and
Lambert (1]. The first sea trial attempts performed in U.K. were
not always successful [2], [3], [4], mainly due to the fact that
simple control systems based on analogue techniques were used.

In the beginning of the eighties, very interesting and
promising results were obtained in USA by Baitis and co-workers
[5), [6]. A survey of RRS in the U.S, Navy is given in (7].

The RRS developments in Holland are summarized in (8}, [9]
and [10]. A Danish RRS-system is described in [11].

The development of the Swedish system ROLL-NIX started in
1984, see [12] and ([13]. The first commercial ROLL-NIX was
installed in 1987. By the end of 1990, the number of installed
ROLL-NIX systems will be in the range of 10 to 15.

2.2 Integration of RRS and Autopilot

Since the steering gear and rudder system is used both for
ship maneuvering and roll reduction, the integration of RRS and
autopilot functions into a single control system is of crucial
importance. This has been discussed in many papers, see e.g.
(2], (3}, (8}, [13], (14] and [15].
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2.3 Organization of Paper

Section 3 describes the ROLL~NIX system. The system design
includes the Kalman filter, the autopilot, the turning regqulator
and the roll damping regulator; each are reviewed. A description
of the hardware implementation is given in Section 4.
Experiences from sea trials are given in Section 5, and a summary
of operational experiences can be found in Section 6. The
conclusions are summarized in Section 7, followed by the
acknowledgements and references sections.

3. THE ROLL-NIX SYSTEM

SSPA started the development of ROLL-NIX in 1984.
Presently, in 1990, more than ten systems are running on ships
around the world. There are ROLL-NIX installations on many

different ship types, e.g.:

- attack craft

- mine layer

- coast guard cutter

- rescue vessel

- passenger vessel
The compiled experience of ROLL-NIX in operation covers more than
eight years (April 1990). The system is certainly well-proven
and the installations provide their respective ships significant
reductions in roll. ROLL~NIX is designed for use together with
standard steering gear and rudder systems. Normally the maximum

rudder rate is between 3 deg/s and 10 deg/s when two pumps are
used at the same time.

A photograph of the complete system is shown in Figure 1.

The size of the computer unit is 0.6 x 0.22 x 0.4 m and of the
control panel 0.375 x 0.17 x 0.12 m. The total weight is only 25

kg.
3.1 System Desjan
The ROLL-NIX system contains:
- Adaptive Kalman filter
- Adaptive course-keeping autopilot

- High-gain turning regulators
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- Adaptive roll damping regulator

The course and speed signals to ROLL-NIX are taken respectively
from the ship's course gyro and speed log. Both the rudder
position and the position of the helmsman's wheel are also
obtained so that the ROLL-NIX function can be provided while the
ship is being steered manually. The roll rate is measured with a
built-in solid state rate gyro. A block diagram of the system is
shown in Figure 2.

Figure 1. The ROLL-NIX system.
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Figure 2. ROLL-NIX block diagram.
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The signal from the roll rate sensor is processed by an
adaptive Kalman filter. Smooth estimates of the roll rate, the
roll acceleration and the roll frequency are obtained and fed to
the roll damping regulator.

jve Co - i uto;

The adaptive autopilot is used for steady state course-
keeping and minor turns, i.e. course changes less than about ten
degrees. The self-tuning regulator concept, see (18], is the
basis of the autopilot. A detailed description is given in [16]
and [17].

The main feature of the autopilot is its completely adaptive
control algorithm. This means that the controller is
automatically adjusted when the wind and wave conditions vary, or
the trim and load conditions of the ship are changed. The
autopilot always controls the vessel in a way that optimizes fuel
consumption.

3.4 High-Gain Turning Requlators

A set of high-gain turning regqulators is used in the ROLL-
NIX system for precise and controlled turns. The regulators are
described in {16] and {17].

The operator enters the required turning radius using a
button on the control. He starts the turn by moving the joystick
in the desired turn direction. (See Figqure 1.)

ive Ro i e

The roll damping reqgulator is designed in such a way that a
prediction of the ship's roll motion is calculated based on the
Kalman filter estimates. From these estimates a control signal
is generated for counteraction of the roll motion., The regulator
is adaptive and designed for optimum roll damping when the
maximum rudder rate is in the minimal range of 3 to 10 deg/s.
The inclusion of roll motion prediction assures that an excellent
roll damping is achieved even though the maximum rudder rate is
less than 10 deg/s.

. The adaptive roll damping regulator is designed for use
during steady state course-keeping and normal turns. During

tight turns or evasive actions the roll damping regulator is
automatically switched off.
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4. HARDWARE IMPLEMENTATION

ROLL-NIX is implemented as a system of modular subsystems
interconnected by an industry standard bus, the VMEbus standard.
This structure has supported the design, prototyping, field
testing, and manufacturing production of this system for all of
its phases to date. The advantages of this approach include:

~ Availability of components from many sources.

- The ability to include custom components or interfaces on
an interchangeable plug-in module basis.

- Ability to perform most field service operations at the
module level as opposed to the circuit diagnosis level.

- Convenience in upgrading of either the algorithm(s) or
addition of new features.

The following sections discuss the hardware components of
ROLL-NIX in this modular context.

e Microco te stem

VMEbus equipment is readily available from several
commercial sources. Equipment enclosures that meet the size,
ruggedness, and esthetic requirements for use on a ship's bridge
where space is becoming an increasingly precious commodity,
however, are more sparsely available. The enclosure chosen for
ROLL-NIX contains two sets of hinges to allow access to both the
front and rear of the VME backplane and modules via the front
door of the cabinet. This particular enclosure has the
possibility of being completely sealed (watertight) to NEMA 12
specifications if a heat exchanger was used rather than the
presently used forced air cooling.

a. VMEbys microcomputer. The microcomputer module is a
Motorola MVME10l1 single board system. Additional modules, an
analog -~ digital - analog conversion module, a battery backed RAM
module, and I/0 interface modules complete the system.

The control panel connects to the system
via an I/O module which provides isolation and cable driving
circuitry (see Figure 1). The panel is thus mounted separately
at a site convenient to the helm. The production version of the
panel has been carefully designed to be convenient for the
professional operator. Buttons, levers, and indicators have been
arranged for clear and concise communication between the operator
and the system.
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- The roll-rate sensor, a solid-state
gyro, is not significantly affected by translational velocities
or accelerations. This means that it may be mounted nearly
anywhere provided that its axis of rotational sensitivity is
parallel with the ship's axis of roll. This convenient property
allows the sensor to be mounted in the system cabinet as a
module. Provision has been made in the sensor module for
mechanical adjustment of the sensor's axis to achieve parallel
alignment with the ship's axis of roll.

ni he Best performance of the ROLL-NIX
system is achieved by adjusting or tuning several parameters
which optimize the wodel of the ship's roll damping to actual
measured characteristics. In addition, several ship's model
parameters used by the autopilot, precise turning regulator, and
alarm algorithms must be made available to the system. A set of
adjustment programs and diagnostic procedures are accessible via
a connector on the system's panel. The system is tuned by
connecting a portable terminal to access the interactive
adjustment program. The coefficients and parameters are stored
and recalled from the battery backed RAM portion of system
memory.

e. Cabinet and power supply. Excepting the control panel,

all system modules and interfaces are enclosed in the computer
cabinet. Included there is the power control circuitry and a
modular commercially available power supply for the provision of
the standard DC voltages required by VMEbus systems.

4.2 Interfaces to Vessel Systems

The ROLL-NIX system incorporates individual I/0 interface
modules for connection to other shipboard devices and systens.
These modules provide electrical isolation as well as the data
formatting capability needed to acquire or dispense data in forms
useful to all devices so connected. The following sections
describe the principal interfaces and some of the optional
interfaces:

i . Depending upon the type of
steering control used by the ship, non-follow up or full-follow
up, the steering control interface board is selected and
configured. This includes input from a rudder position sensor
and the ship's wheel.

. An interface to gyro compass
signals, or optionally to a flux gate compass if a gyro compass
is not available, is provided. As an option, a visual readout of
headinq can be provided to a point close to the ROLL-NIX control
panel,

3.285



c. _ Optional interfaces, Interfaces to course planning
systems attached to SatNav or GPS are available on a custom order
basis. The ability to interface with other equipment makes
possible increased integration of bridge operations.

5. EXPERIENCES FROM SEA TRIALS

The performance of roll damping systems has been measured in
different ways over the years. From the scientific point of
view, the obvious approach is to measure the roll angle with and
without the roll damping system activated during exactly the same
conditions. The significant roll angle #;,3 or the rms value is
then calculated, and the percentage reduction obtained with the
roll damping system is calculated as:

$1;3 (with roll damping)

Reduction (%) = [ 1 - ] x 100 (5.1)

%1/3 (without roll damping)

This is the method used in this paper for discussion of the roll
damping performance of ROLL-NIX. For comparison, the typical
reduction in roll motion, calculated by (5.1), is 50-70% for
active fin stabilizers. LLoyd [19] (p 349) claims that for
active fin systems "Reductions in rms roll motion of at least 50%
are usually possible in moderate waves with a well designed
system”.

Sometimes another method is used, especially for active fin
systems, to estimate the roll reduction with a roll damping
system. A Wave Slope Capacity (WSC) is calculated and a typical
roll reduction is obtained for a very special case, namely
completely regular sea and synchronized control. A typical roll
reduction for active fins, calculated in this way, is in the
range of 80 to 90%. If the same method is used to calculate the
roll reduction obtained with a RRS-system, almost the same
figure, in the range of 80 to 90%, is obtained.

It is important to remember that a roll reduction
calculation done in this way does not reflect what will happen

under irregular sea conditions. It does not consider, for
instance, the quality of the control system.
5.1 Roll Decay Test

In order to design a good RRS-system for a specific ship it
is important to get information about the ship's roll dynamics.
A simple approach is to move the rudder in a sinusoidal way with
a frequency close to the ship's roll frequency, and record both
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rudder angle and roll. This method gives a rough estimation of
how much damping can be achieved with a RRS-system, since such a
system works exactly the other way around.

The test described above can be extended in such a way that
the rudder is moved to zero when the ship is steadily rolling, or
for comparison, the RRS-system is activated instead of moving the
rudder to zero. An example of this type of test is shown in
Figure 3.

It can be concluded for this type of ship, a passenger
vessel 60 m long, that the ROLL-NIX system is very effective, at
least when the ship is rolling close to the ship's own roll
frequency.

Table 1. Summary of measured roll reductions with ROLL~NIX (see
(5.1)) for the minelayer HMS Carlskrona (L. = 105 m).

Test No. Sea state Wave direction Speed Roll reduction
[deg] [knots]
1.1 4 90 15 40%
1.2 4 50 15 50%
2.1 5 50 17 41%
2.2 5 130 14 45%
2.3 4 90 16 68%
3.1 5-6 20 14 33%
3.2 5 30 14 46%
3.3 6 70 15 47%
3.4 5 40 13 40%
Wave direction: 0 degrees = astern seas.
5.2 Minelayver HMS Carlskrona

The minelayer HMS Carlskrona of the Royal Swedish Navy got
the first commercial ROLL-NIX installation. This system has been
in operation for almost three years. The 1roll damping
performance with ROLL-NIX has been measured in different sea
conditions and at different ship speeds using (5.1). A summary
is given in Table 1. It can be concluded that in normal
conditions a roll damping in the order of 40-50% is achievable
with ROLL-NIX, but the maximum roll reduction obtained was as
much as 68%.
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Figure 3. Roll decay test in calm seas with and without ROLL-NIX
on a passenger vessel (L = 60 m) at a speed of 16
knots.
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Figure 4 shows the ROLL-NIX performance in beam seas at a
speed of 16 knots, resulting in a roll reduction of 68%. More
results from HMS Carlskrona are given in [12] and [13].

Without ROLL-NIX

Roll

With ROLL-NIX

ROIL et A A A A AP rreircie

1 1

0 200 400 600
Time (s)

Figure 4. Results from sea trials with the minelayer HMS
Carlskrona (L = 105 m) at a speed of 16 knots and in
beam seas (4 Beaufort). The significant roll angle
was reduced by 68% with ROLL~-NIX (see (5.1)).
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5.3 Attack Craft

Measurements with and without ROLL-NIX roll damping have
been carried out with an attack craft (L = 35 m) of the Royal
Swedish Navy. Normally, a roll reduction in the order of 45-55%
was achieved with ROLL-NIX, but at 27 knots and in stern
quartering seas (4 Beaufort) the reduction was 58%. Figure 5
shows this result. The roll and heading angles were recorded
during the trial, which was carried out with manual control of
the heading. The helmsman stated that it was easier to keep the
ship's course when ROLL-NIX was active. This is clearly shown in
Figure 5, where the course deviations from the experiment are
smaller with ROLL-NIX than without.

More results from the attack craft trials are given in [12]
and [13].

Table 2. Summary of measured roll reductions with ROLL-NIX (see
(5.1)) for different ship types.

Length ship Maximum Maximum Average
[m] speed rudder | roll reduction roll reduction
[knots]) rate with ROLL-NIX| with ROLL-NIX
[deg/s]

Minelayer 105 13-17 8 68% 40 - 50%
Attack 35 27 8 58% 45 - 55%
Craft

Passenger] 120 19 9 56% 45 - 50%
Ship

5.4 passenger Ship
A series of trials with a passenger ship (L = 120 m) were
also carried out. At a ship's speed of about 19 knots and in

d@fferent wave conditions ROLL-NIX reduced the roll in average
with 45-50%. One result is shown in Figure 6, where the roll
reduction with ROLL-NIX is 56%.
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Figure 5. Results from sea trials with an attack craft (L = 35
m) at a speed of 27 knots and in stern quartering seas
(4 Beaufort). The significant roll angle was reduced
by 58% with ROLL~NIX (see (5.1)).
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Without ROLL - NIX

With ROLL - NIX

Figure 6. Results from sea trials with a passenger ship (L = 120
m) at a speed of 19 knots and in beam seas. The
significant roll angle was reduced by 56% with ROLL-
NIX (see (5.1)).

5.5 Summary of Results

The measured roll reductions with ROLL-NIX are summarized in
Table 2. The average roll reduction for the three ship types
(minelayer L = 105 m, attack craft L = 35 m and passenger ship L
= 120 m) is in the order of 40~50% and the maximum roll reduction

in special sea conditions between 56% and 68%. These roll
reductions are very close to the reductions that would be
expected from an active fin stabilizing system. Computer
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simulations carried out show that, if the requirements on roll
damping are extremely high, ROLL-NIX and active fins should be
used at the same time.

6. OPERATIONAL EXPERIENCES

The compiled experience of ROLL-NIX in operation is summed
to more than eight years (April 1990). Problems with the ROLL-
NIX equipment are extremely unusual, since the system's hardware
components are very reliable.

The control pane. (see Figure 1) is designed with a very
convenient man-machine interface. The operators are in almost
all cases very pleased with the appearance and functional layout
of the control panel.

In order to get an estimate of the percentage use of ROLL-
NIX on a typical naval ship, the time in use was measured on HMS
Carlskrona by the ship's officers during the winter training
cruise, 1987-88. The time of use is shown in Table 3. Notice
that there are four different, possible combinations:

- ROLL~-NIX : Roll Damping + Autopilot

ROLL-NIX : Roll Damping + Manual Steering

ROLL-NIX : Autopilot only

Manual Steering (no ROLL-NIX)

Table 3. Time of use of ROLL-NIX recorded by the officers in
command on HMS Carlskrona on the winter training cruise

1987 - 88.
ROLL-NIX Manual
Steering
{(no ROLL-NIX)
Roll Damping Roll Damping Autopilot
+ + only
Autopilot Manual Steering
29% 39% 14% 18%
82% 18%
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Thus, ROLL-NIX was used 82% of the voyage time.

Commander Hallin, Captain of HMS Carlskrona during the
winter training cruise 1987-88, has told about an interesting and
significant occasion:

“This particular occasion was when the ship was off the
Dutch coast, bound for den Helder, with seas coming in
from astern on the port quarter. I was resting in my
cabin. The time was 04.00 hrs. Suddenly, I sensed
that the ship had started to roll perceptibly, and I
wondered what was going on. At once, I went up on deck
and asked the officer of the watch what on earth was
happening, and what the reason was for this sudden
increase in the ship's rolling motion. I was surprised
to receive the reply 'We have just switched off the
ROLL~NIX. We need to have some data without ROLL-NIX
working, to see how much damping can be achieved!' I
think that that is the most illustrative experience I
have had of the ROLL-NIX system to date."

7. CONCLUSIONS

Rudder-Roll Stabilization (RRS) is by now a very well proven
technique. It is shown in the paper that an RRS system such as
ROLL-NIX reduces the roll motion by 40-50% in average and up to
almost 70% in favorable wave conditions. The results are
verified by sea trials with a minelayer, an attack craft and a
passenger vessel.

The ROLL-NIX system works with relatively low rudder rates.
The maximum rudder rate required is in the order of 3-10 deg/r.
This means that standard steering gears can be used, possibly
with two pumps working at the same time.

When designing a rudder control system it is important to
consider all the different tasks: course-keeping, turning and
roll damping. Since the steering gear and rudder system is the
only actuator used for all tasks, it is important in the design
to integrate the control system as much as possible in order to
obtain a good overall behavior. These considerations have been
made in the ROLL-NIX system. In the future it seems to be very
likely that almost all rudder control systems will contain at
least these three tasks: course-keeping, turning and roll
damping.
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AUTOMATIC SHIP STEERING FOR SURVEY APPLICATIONS

by Jules Kriegsman
and Martin E. Leblang
Naval Air Development Center

1. ABSTRACT

A real-time, computer-controlled, track-keeping system has
been developed that very accurately steers a survey ship along a
prescribed rhumb line track. Prior to this development, less accu-
rate track control was achieved via conventional autopilot steering
of a constant ship heading, in conjunction with manual conning
corrections to compensate for track errors arising from environmen-
tal factors. The system consists of an Integrated Navigation Sys-
tem, a track-keeping interface, and the ship's autopilot. The
navigation system computer integrates position data from continuous
fix radio and satellite positioning systems, inertial navigation
systems, and dead reckon aids to develop Best Present Position
(BPP). The navigation computer receives a manual input of the
prescribed rhumb line track specified by a position and heading
angle, also commonly referred to as the Desired Ground Track (DGT).
At prescribed equally spaced times, BPP is used to compute the
distance that the ship is off track. The off-track distance is
used to develop proportional and integral heading corrections,
which are fed via the track-keeping interface to the autopilot.
The autopilot accepts the correction signal as a bias to the DGT
heading, resulting in the ship being steered toward the desired
track.

2. INTRODUCTION

Survey ships that collect bathymetric, gravimetric, and magne-
tic data efficiently accomplish the data gathering objective by
collecting the data along prescribed rhumb line tracks. This paper
describes an operational computer-based track-keeping algorithm,
installed aboard various survey ships, that computes heading cor-
rections based on the ship's distance off track. A portion of the
heading correction is transmitted to the ship's autopilot and ap-
portioned over a number of increments between computations in order
to gradually lock the ship onto the track. The track-~keeping algo-
rithm, described herein, requires high-quality BPP data, such as
provided by continuous Satellite or Loran navigation aids. The
control law is composed of Proportional and Integral components (PI
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controller), which are computed using the ship's off-track distance
(DCT). Generally, the proporticnal component compensates for
short-duration disturbances such as wind gusts, whereas the integ-
ral component compensates for persistent disturbances such as ocean
currents. Closing velocity limitations were imposed to provide an
alternative approach to conventional differential control.

3. FUNCTIONAL DESCRIPTION

Prior to commencement of the survey data acquisition process,
the desired ground track (DGT) heading is set into the autopilot,
and the helmsman steers the ship to the desired track, to within
start-up tolerances, to initiate the ship's automatic track-keeping
operations. The automatic track-keeping system provides the neces-
sary corrections to steer the ship onto the desired track. Envi-
ronmental disturbances such as wind, waves, and ocean currents,
tend to drive the ship off track, and it is the function of the
automatic track-keeping system to restore the ship to the desired
track. The open switch position shown on the functional block
diagram in Figure 1 indicates the ship steering control loop prior
to the start of the survey line (open-loop operation). When the
ship reaches the start-up tolerance of the track, automatic track
control is activated by closing the switch, which adds the track-
keeping control law to the steering control mechanization (closed-
loop operation).

4. CONTROL LAW IMPLEMENTATION

The track-keeping equations shown in Figure 2 add proportional
and integral heading compensation (PI control law) to the auto-
pilot, as required. Switches 1 and 2, shown in Figure 2, provide a
means of indicating the application status of the compensation
described herein. A survey line is started when the ship is typi-
cally within 0.1 nautical miles of the track. To prevent excessive
integral compensation accumulation, resulting in undesirable over-
shoot of the track, only proportional compensation is applied
(switch 1 is closed and switch 2 is open) until the ship is within
0.1 nautical mile of the track, at which time integral compensation
is added (switch 2 is closed). To further minimize the possibility
of overshoot and ensure a smooth lock onto the track, no propor-
tional or additional integral compensation is added to the auto-
pilot when the ship'’s closing velocity exceeds 0.5 knot (i.e.,
switch 1 is opened when the component of the ship's velocity per-
pendicular to and moving toward the track exceeds 0.5 knot).

5. CONTROL LAW GAIN SELECTION

The proportional and integral gain constants and K;, re-
spectively, were selected to yield a maximum permissible propor-
tional heading correction of 15 degrees for a ship's off-track
distance of 0.1 nautical mile from the track and an integral time
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(reset rate) T, corresponding to a ship's nominal veloc}ty of 15
knots. Using these notions, the gain development shown in Figure 3
indicates design values of 3 minutes for T, , and gain values of
150 degrees per nautical mile and 3000 degrees per nautical mile
per hour for K, and K, respectively. Using a reduced-order model
of ship dynamics consisting of yaw and sway, rudder dynamics, and
autopilot controller dynamics, application of Liapunov stability
analysis techniques verified that the selected design constants
yield a stable system.

6. PERFORMANCE SIMULATION

A ship motion simulation computer program featuring linear-
state space models of the ship's sway, yaw, and roll motions; a
non-linear surge equation to account for rudder, sway, and coupled
yaw/sway drag; and autopilot and steering hydraulics models, was
employed. Track-keeping algorithm performance was evaluated
through simulations of the ship's response to various external
factors driving the ship off track. The simulation assumed a ship
velocity of 20 knots, a 3-knot ocean current crossing the track at
45 degrees, and a 0.5-nautical mile initial ship offset from the
track. The maximum heading correction permitted was 25 degrees for
0.33 nautical mile, or greater, distance off track and 15 degrees,
otherwise. The maximum incremental heading correction permitted
was 2 degrees. Integral compensation updates were introduced only
when the ship's distance cross track was 0.1 nautical mile or less.

The autopilot heading correction, the ship's distance cross
track, and PI control law graphs, depicted in Figures 4, 5, and 6,
respectively, were generated from the simulation. The negative and
positive constant slope portions in Figure 4 reflect time frames in
which the theoretical PI control law correction exceeded the maxi-
mum 2 degrees per increment applied correction limitation. 1In
Figure 4, the size of an increment is indicated by the vertical
distance between successive plot symbols. The left and right flat
portions of the graph, respectively, indicate a 25-degree maximum
heading correction for the ship's off-track distance of 0.33 nauti-
cal mile, or more, and a 15-degree maximum heading correction,
otherwise. Finally, the curved portion in Figure 4 indicates in-
stances where less than maximum allowable incremental heading cor-
rections were required.

Figure 5 reflects the ship's off-track distance in response to
the combination of the applied heading corrections indicated in
Figure 4, the ocean-current environment, the ship's initial offset
from the track, and the ship's velocity. Due to the 2 degree per
increment heading correction application limitation, the effect of
the ocean current causes the ship to initially move farther away
from the track, as indicated at the start of the run. As the head-
ing correction application increased to the 25-degree limit permit-
ted for offsets of 0.33 nautical mile, or more, the off-track dis-
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- .

tance decreases rapidly. When the off-track distance falls below

0.33 nautical mile, the maximum heading correction application is

reduced to 15 degrees, resulting in a corresponding decreased rate
of ship movement toward the track. Finally, as the off-track dis-
tance falls below 0.1 nautical mile, the proportional heading cor-
rection gradually diminishes, while the integral compensation com-
mences. Integral compensation builds up to the heading correction
value required to compensate for the steady-state ocean current at
the point of reaching zero off-track distance.

Figure 6 demonstrates the proportional and integral correc-
tions generated by the PI control law. The proportional correction
graph is identical in shape to the ship's off-track distance graph
shown in Figure 5. In accordance with the correction application
criteria discussed above, the integral compensation graph indicates
zero values for the ship's off-track distances in excess of 0.1
nautical mile, and gradual accumulation to the value required to
compensate for the ocean current, in the 0.l-nautical mile off-
track distance range.

7. TRACK~KEEPING IMPLEMENTATION

The automatic track-keeping system was implemented on several
survey ships with varying host computers and ship configurations as
shown in Figure 7. The PI controller algorithm was hosted in the
existing navigation computer, and an electrical interface was de-
veloped to handle data communications between the navigation com-
puter and the ship's autopilot equipment. The track-keeping inter-
face included digital-to-analog conversion functions and provided
options for communications with two different types of host comput-
ers; namely, the AN/UYK-20 Navy Standard minicomputer and the HP-
1000E commercial minicomputer. Figures 8 and 9, respectively, show
the configuration of the track-keeping interface designed for the
two types of host computers. Autopilot configuration modifications
entailed incorporation of circuitry to add PI controller-derived
heading corrections to the selected DGT heading. This permitted
the autopilot system to function normally in all other respects so
as to seek and lock onto a selected DGT. In this case, however, PI
controller corrections cause the autopilot system to steer a rhumb
line survey track.

Finally, sea tests were conducted to fine~tune design con-
stants for each ship's implementation. The robustness of the de-
sign was evidenced by the fact that successful implementation was
achieved with only minimal parameter tuning for ships with widely
divergent characteristics.

8. CONCLUSION

Proportional and integral heading corrections derived from a
ship's distance off track can be applied to the autopilot of a
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survey ship to lock onto and precisely steer the ship along a pre-
scribed rhumb line track, provided accurate continuous navigation
data is available.
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H., MARINE AUTOPILOT DESIGN FOR
COURSE-KEEPING AND COURSE-CHANGING

By
N.A. Fairbairn and M.J. Grimble

Industrial Control Unit
University of Strathclyde
Mariand House
50 George Street
Glasgow. G11IQE

Abstract

Over the last eight years the new H_, robust design techniques have been developed and
are now finding application in industry. They enable systems to be designed with relatively
low order models and the subsequent feedback system is robust in the face of variations in the
system parameters. In marine system ship models are often poorly defined since it is usually
too expensive to obtain tank test results or identification data.

The method can be extended to the design of roll stabilization, ship positioning systems
and steering systems.

The objective of this paper will be to introduce the new approach and to detail the
advantages of the robust design procedure. An autopilot design study will then be presented
to illustrate the various stages of the design procedure and the performance which can be
achieved.

Simulation is carried out using a single-input single-output ship model with non-linear
steering gear with a H,, autopilot. It is shown that the H,, approach is a good feedback
design tool for both the course-changing and course-keeping modes of the ship
steering operation. In addition, the fixed H,, controller gives good robustness to
parameter variations.

Introduction

The H,, design approt . duceu by Zames (1981) provides a mathematical framework
which is particularly appropriate for robustness studies and feedback controller design for
uncertain systems. It is often the case that the likely modelling error can be pre-determined
and the question then arises how best to design an optimal controller. An H,, design
provides such a solution.
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For marine applications, robustness to wind and wave disturbances must be achieved and
these phenomena are presented by reasonably well-defined power spectra. Optimal rejection
of these disturbances can be achieved by shaping the frequency response of the closed-loop
transfer function.

Ship models are usually poorly defined since it is rare for exhaustive tests to be
performed on scale models or on the actual vessels. A tolerance to the unmodelled dynamics is
therefore required and this is provided by the H,, design procedure. Although this
approach may not be the most appropriate for many applications, it does appear that the
stochastic nature of marine systems and the poor models normally available make them
particularly suitable for this type of problem. In this paper the ship steering problem is
considered.

The ship steering control problem has received much attention over the years using
several different control philosophies. Many autopilots which are based on modern control
theory are adaptive - for example van Amerongen (1980) which uses the MRAS (Model
Reference Adaptive System) approach of Landau (1979). Kallstrom et al (1979), Mort and

Linkens (1981) use the STR (self-tuning regulator) approach of Astrom (1980). Another
adaptive autopilot is that by Rios-Neto and da Cruz (1985).

The H,, fixed controller yiclds a feedback controller which is robust with respect to
parameter variations. The purpose of this paper is to investigate the performance of a fixed
H,,, controller in the presence of nonlinearity from the rudder and parameter variations in
the ship due to speed changes.

Both course-changing and course-keeping modes of operation are considered.
In course-changing, the ship is required to follow a step change in desired heading with no
overshoot or steady-state errors in spite of environmental disturbances such as wind and sea.
In course-keeping mode, the controller is required not to actuate the rudder against the wave
motion to achieve fuel economy and reduced rudder wear.

The course-keeping model of operation is achieved either by including the wave model as
an output disturbance mode! and penalizing a particular term in the cost function or by
frequency-dependent weightings in the performance index.

The paper is organized as follows: description of the modelling of the ship, rudder and
disturbances in §2; derivation of the linear ship models and wave models for a number of
different sea states in §3; description of the controller design and simulations for
course-keeping and course-changing in §4 and §5 respectively.

1.1 Ship coordinate system
Fig. 1 shows the ship coordinate systems. The ship is depicted as a rectangular block.
The origin is at the geometric centre of the ship. The ship velocity U has components u and v

in the x and y directions respectively. Steering motion takes place around the z-axis which is
vertically through the origin.
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2. Marine System Model

Fig. 2 shows th? linear discmte—tin]g model used for the ship autopilot design. The ship
is represented as A™"B where B =By z™ and k is a delay term. It is assumed at all times in
this application that k=1. The yaw angle ¢ =y is assumed to be identical to the ship heading
and u is the coxltrol signal (demanded rudder angle). Wind is mpdelled asan Tgut
disturbance A"*C4 and wave motion is modelled as an output disturbance A;,"C,. The
controller (autopilot) is represented by CgiCp,,. The yaw angle ¢ must follow a demanded
heading vy = r(t).

3. Ship and Rudder Modelling
3.1 Ship modelling

In this section, the modelling of the ship is considered. The ship is considered to be
linear and time-invariant. The only factor which is assumed to affect the model is the speed
U of the ship. Robustness with respect to speed variation is considered in detail in a later
section.

In order to generate linear model of the ship, a standard procedure is followed which may
be found for example in Zuidweg (1970). The following well-known transfer function model
may be derived:

K
g‘% =51 +s7) m

This transfer function represents the response of the heading angle / to small changes in
rudder angle ¥ and was originally proposed by Nomoto (1957). Its simplicity renders it
attractive for feedback controller design purposes.

3.1.1.1 Speed variation

The model parameters T, k vary with the forward speed of the shi}ky . If1yand kg
represent the ship parameter at speed U then, at a speed of Uj, Ky =K U,/U; and

7, =T{U}/Uy. This is obtained from Kallstrom (1979). Clearly, the gain K is directly
proportional to the ship speed while the time constant 1 is inversely proportional. The
combination of both these variations with speed suggests a rather non-linear characteristic

over the operating speed range of the ship. It is hoped that the fixed H,, controller will
give good performance robustness over a range of speeds.

3.2 Rudder dynamics

In theory, it would be possible to simulate the ship with a linear feedback control law
assuming that there were no limitations on rudder movement in terms of position and velocity.
In practice. however, the constraints on the rudder movement are such that they must be
included in the simulation study. This has been considered extensively in the marine
literature. A model of the rudder could be as follows:
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$ max(1-c -9/ ifu-8>0
5= 0 ifu-8=0 @
5, (1.0, ifu-5<0

The parameter i is adjusted to give a rudder model response close to that of the real
rudder. Fig. 3. shows the rudder rate as a function of the position error. The value of the
parameter it will depend on the moment of inertia of the rudder. Typical values will be
in the range 3 S < 10. This model was taken from Rios-Neto and da Cruz (1985).

4. Disturbances

Environmental disturbances which any affect a ship at sea include wave motion, current and
wind. High frequency wave motion is considered to be the most important disturbance ;
current and wind may be considered to be low frequency disturbances ‘which can be rejected
by a control system relatively easily by the introduction of integral action (low frequency gain).

In some cases, it is necessary to actuate the rudder to counter disturbances due to the sea
in order to achieve high accuracy in heading. This high accuracy is achieved, however, only
at the expense of a very lively rudder action. This can obviously lead to deterioration of the
rudder and steering gear and in addition a higher fuel cost will be incurred. It is important
therefore to have two different autopilot strategies

(i For high accuracy of heading and for good manoeuvring ability (course-changing)

(ii) For reasonable accuracy of heading in steady-state but with a less lively rudder action
(course-keeping).

Under strategy (i), the feedback controller rejects disturbances due to wave motion, that
is introduces high gain where the wave spectrum may be dominant, Under strategy (ii),
however, it is important that the controller introduces low gain where the wave spectrum is
dominant.

4.1 Wind Modelling

Wind has low frequency disturbance components which must be rejected by the
control system- for example if a gust of wind causes a heading error then it is necessary for
the rudder to actuate in an appropriate manner so that the heading error is corrected. The
wind may be considered to be a d.c. disturbance for present discussions.

The magnitude spectrum of the wind disturbance model is therefore dominant at d.c. and

low frequencies while having a low value at high frequencies. In order to achieve this type of
spectrum, the wind is modelled by an integrator as follows:

d(t)=wd§<x)=[l°~'??] 20 @
-z
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Clearly Wy(z=1) =0 and Wd(z =-1)=0.015. Fig. 4 shows a magnitude bode diagram for
the wind model.

4.2 Wave Modelling

Modelling of the sea has received much attention in the marine literature. ' Wave amplitude
spectra such as the Pierson-Moscowitz spectrum (Picrson and Moscowitz (1964)) and the ITTC
spectrum which was introduced at the 12th Intermnational Towing Tank Conference (see for
example Beukelman and Huijser (1976)) are well established. These spectra represent the
frequency characteristics of the sea for different significant wave heights.

Modelling of the cffects of the sea on a ship in terms of angular distwurbance is rather
more difficult. The ship is modelled as a rectangular block in order that relatively simple
expressions may be derived for the forces on the ship in the x and y directions and for the
torque about the z-axis. In the study of the autopilot, the forces in the x and y directions
are neglected since only torque about that z-axis is relevant to steering.

Fig. 5 shows the block-shaped ship travelling at an angle p with respect to the fixed q and
r axes (sec Blanke (1981)). The encounter angle 3 =} - V.

4.2.4 Waves as an output disturbance

In order that the wave disturbance may be included in the standard stochastic system
description described in §2, it is necessary to model the wave disturbance as an output
disturbance. In this way, it is possible to distinguish between the wind and wave
disturbances in the H,, cost function.

A second order transfer function is used to model the waves as follows (see Jin and
Grimble (1986) and many others).

W = X(3)s
w sz+X(2)s +%)

@

The time sezies of angular accelerations on the ship due to waves is produced by driving
W, with a Gaussian white noise sequence.

In order to compute the coefficients of the transfer function Wy, a FFT i carried out on
the time series of torques. This produces the angular acceleration spectrum. The coefficients
X(1), X(2), X(3) are then computed using a standard least squares fitting program.

5. Ship and disturbance models

In this section, a ship model is introduced which will be used for simulation testing of the
H,, autopﬂqg. In fact three modelg will be derived; (i) Representing the ship at low xgleed.
© l;nots), (g) Representing the ship at high speed (16 knots), (iii) Representing the ship at
:nmmwz(u knots). 6 to 16 knots (= 3 to 8 mys) is considered to be the speed
ge ship.
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Three linear models were derived each representing different sea conditions. These
models will be used when evaluating the course-keeping performance of the H,,, autopilot.
(i) Low sea conditions - the calmest sea which is modelled is Sea State 3 at a wave encounter
angle of 3 = 459, (i) high sea conditions - the worst possible sea condition is considered to
be Sca-State 8 at a wave encounter angle of x = 45°. This is an extremely rough sea. (i)
intermediate sea conditions - sea state 5 with an encounter angle of y = 45°.

5.2 Ship Model Parameters

The three gains and time constant at three different speeds are summarized in Table 1 and
the discrete-time model parameters are in Table 2. The frequency responses of the three ship
models are in Fig. 6.

5.2 Wave Model parameters

Table 3 summarizes the three wave model parameter X(1), X(2), X(3) in equation (24) for
Model 2 of the ship considered at three different sea conditions. These parameters were
obtained using a spectrum fitting program and the angular acceleration times-series.

Table 4 lists the discrete-time wave model parameters. Fig. 7 shows the magnitude
frequency responses for these three linear models.

6. H_, Course Changing Autopilot

In this section, an H,,, controller is designed in order to yield good course-changing
control action - that is in order that the ship follows a step change in desired heading quickly
and with no overshoot. The wave disturbance term may be omitted from the cost function in
this case. High gain may be introduced at the high frequency part of the disturbance
spectrum if required by simply costing the tracking error signal. For this reason and for
clarity of results, wave disturbance is neglected in the simulations in this section. Wave
effects may be omitted since fuel economy is not the main criterion when manoeuvring.

6.1 Ship frequency responses

Fig. 4 shows a family of frequency responses of the ship. The ship is modelled as a first
order lag with an integrator which gives a d.c. gain of o and d.c. phase lag of 90 °. The
gain rolls off at 20 dB/decade. The extra phase lag introduced by the integrator means that
the phase becomes - 180 © at high frequency.

6.2 Wind frequency responses

Fig. 3 shows the wind magnitude frequency responses. It has a similar response at low
frequency to the ship but rolls off more rapidly at high frequency. This clearly shows the
dominance of wind at low frequencies.

. It will be necessary to introduce high gain at low frequency to reject wind disturbances.
This high d.c. gain is introduced automatically if the wind model is included. An alternative
method would be to omit the wind model from the equations and introduce integral action by
means of the error weighting function in the cost index.
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6.3 Generalized H, controller design

In this section, a generalized H_, controller is obtained for course-changing (see Grimble
1987) and Fairbairn (1989) for details of the generalized H,, controller calculation).

The performance index (cost function) which is minimized is as follows:

-1
J =sup & (1) )
® jzl=1 9

where QW(z'l) is the spectral density of the signal:

(1) = Pee(t) + Feult) 6)
The criterion minimized is a weighted sum of the error and control signals. The weighting
transfer functions P, and F,, are chosen by the designer to trade off between stability

robustness and performance. The weighting functions are expressed in polynomial form as
follows:

P._..ﬂ'!’F:_C_n (7)

where P Py, Fop g e P,
The GH,,, optimal control law is summarized in the following theorem.
Theorem 1 (GH_, result)
The GH,, controller to minimize the criterion (5) may be computed by finding the

minimum-degree solution (F,G,H) where FeP_, G, He P, A € R with respect to F of the
following coupled polynomial equations:

FAP.4A +L G =P CF* ®

FBF 4\ +LH= FchF* )
where L € P is as follows

L =PeqFegB-FenPeghA (10)
and factorize L as follows:

L=L,L ay

where L eP,,L_€P.
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The GH,, controller follows as:

Cen GFy

C.=— =55 a12)

and the closed-loop characteristic polynomial p. € P, is given by:
Proof: Grimble (1987) and Fairbairn (1989).

Choosing Py, = 1 and F = 0.1 the generalized Ho, controller is computed. The
coefficients are in Table 6.

6.4 Simulation
Simulations are carried out by solving the ship differential equation with the non-linear

rudder model included. This is achieved by using a standard Fortran NAG library integration
routine. A Fortran 77 simulation program, was developed which incorporated the NAG
routine.

Ideal weather conditions are assumed- that is no wind or waves. The wave motion is
neglected for course-changing as mentioned before. Wind disturbance in the form of ad.c.
disturbance is considered in the next section.

The simulation data is as follows : simulation time = 200 seconds, rudder angle limit =
+359 rudder rate (max) = 59/s.

The response of the ship to a desired heading of 60° is considered for an initial
condition of W =0, 8 =0. (In addition all derivatives of y, 8 are zero). The GH,, controller
coefficients are in Table 5. The open-loop frequency response of the controlled system is in
Fig. 8. It is clear chat the gain and phase margins are excellent. Fig. 9 shows the time
responses. It is slow due to the inertia of the rudder. Care must be taken not to try to move
the rudder too fast or slew-rate limiting problems will be experienced.

6.5 Wind disturbance

In this section the wind rejection property of the autopilot is considered. Wind
disturbance will be considered to be a single gust which causes an error in the yaw angle.

The ship is considered to integrate the effects of a steady wind. That is a steady wind
will cause a constant rate of turn. In simulation this is achieved by simply adding a ramp to
the yaw angle y for a short period of time, for example 10 seconds. This simulates the effects
of a maintained gust of wind for 120 seconds.

The demanded heading y ; was maintained at zero and the disturbance was introduced at

T = 100 seconds. It is hoped that the rudder will actuate in such a manner as to return the
ship to the correct heading.
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It can clearly be seen from Fig. 10 that the wind disturbance causes an error in heading.
However, the high gain at low frequency, introduced by the inclusion of the wind disturbance
model in the cost function, reduces the error to zero. This disturbance rejection result will
apply to other low frequency effects such as current and low frequency wave motion.

6.6 Robustness with respect to speed variations

In this section the robustness of the fixed controller with respect to model variations due
to speed is considered. As mentioned in §2, the ship gain increases with speed while the time
constant decreases.

The H,, controller calculated in the previous section for the intermediate speed of 5.42
m/s was tested in simulation with ship models representing speeds of 3 m/s and 8 m/s
respectively, the corresponding parameters are in Table 1.

Ship speed = 3m/s (Fig. 11)

With a lower ship speed the ship gain is lower and the time constant is larger. With the

same controller, it is expected that the closed-loop performance of the ship will be slower
which is certainly the case in the first 30 seconds.

Ship speed = 8 m/s (Fig. 12)

With a higher ship speed the ship gain is larger and the open loop time constant is
smaller.

Fig. 12 for the generalized H,, controller indicates that the response is almost unchanged
from that of Fig. 9.

7. H,, Course-keeping Controller

In this section, a H,, controller is designed which will maintain the heading of the ship
but will reduce the actuation of the rudder against the wave motion in order to save fuel and
to minimize rudder wear.

In all cases, the demanded heading y, is assumed to be zero since course-keeping is a
steady state problem.

The wave motion is simulated in the time domain by means of equations (4). To reduce the
number of simulation traces, only the extreme cases of Sea-States 3 and 8 will be considered.

The course-keeping controller is designed causing no wave model but using a frequency-
dependent control weighting.

7.1 Performance of course-changing controller

In this section, the performance of the course-changing controller is considered when the
ship is affected by wave motion.
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It is clear from Figs. 13a, 13 b and 14a, 14 b for sea states 3 and 8 respectively that the
tracking capability of the course-changing controller is excellent. This is achieved, however,
only at the expense of a very active rudder. For Sea-state 3 the heading is maintained to an
accuracy of around 0.05° while the rudder activity is around 23 O,  Under Sea-state 8
the heading is maintained to an accuracy of around 0.2 © while the rudder activity is

around 79,

1t is this rudder activity which must be reduced whilst maintaining reasonable heading
accuracy.
7.2 Controller design using frequency dependent weighting

In this section the control signal weighting function F, will be sclected to minimize
rudder activity at high frequency.

Consider the frequency responses of the three wave spectra in Fig. 7. It is clear that
control weighting is necessary in the frequency range 0.1 to 1 rad/s.

It is desired to shape F,. such that it has a low value at low frequency and rising quickly
in the range 0.1 to 1 rad/s and maintaining a constant value as 6 — co.

Let F; be defined as:
2
=f§fils__ a9
c
s€+f 25 -5~f3
This is similar in form to the output disturbance model (4). However an extra s is included in

the numerator to ensure a non-zero value of F; as @ — . Once sensible values have been
chosen for £y, f3, f3 then the ky, term may be adjusted as a design parameter.

With k,, =1, suitable values for f}, f,, f3 were determined to be fy =140.175, £ = 0.144,
f3 =0.274. 'Using the bilinear transformation, the following discrete-time control weighting

unction was obtained:

-1 -2
1, _122,918-245, :
y=122.918-245. 836" 1+122.9182 as)

Fc(z' 1
1-1. 634z “+0. 874z

The frequency response of this weighting function is in Fig. 15.
The generalized H,,, controller was determined. The parameters are shown in Table. 7.

3.320




Fig. 16a shows the yaw angle obtained with the course-keeping controller under
Sca-sta}e 3. The heading is maintained to an accuracy of around 0,20 which is clearly worse
than with the course-changing controller. However, the rudder activity has been
significantly reduced to variations of around 0.15°. A similar effect is obsered for
Sea-State 8, (Figs. 17a and 17b). The heading error is around 0.3° which is only slightly
greater than with the course-changing controller. However, the rudder activity has been
significantly reduced to around 0.3 O,

7.4 Robustness with respect to speed variations

In this section, the effect of speed variation on the course-keeping controller is observed,
for clarity only Sea-state 3 will be considered. ping o

Itis clear from Figs. 18 and 19 that the high frequency movement of the ship i
pronounced at the higher speed of 8 my/s. gh trequency of the ship is more

8. Conclusions

Two H,,, autopilots have been presented : one for course-changing mode and one for
course-keeping mode. The course-changing autopilot provides responsive control action for a
good step response and to counteract the effects of disturbance due to the wind and waves.
The course-keeping autopilot provides less accurate heading performance in the presence of
waves but the rudder activity is significantly reduced.

The H,,, autopilot design procedure provides very good stability robustness with little
effort in selection of weighting functions.

Both autopilots have shown to be very robust with respect to speed variations. The ship
considered, however, is not intended as a highly manoeuvrable craft and does not have a very
large speed range. Modern warships have a larger speed range. Further work will be
necessary to evaluate the robustness of the H,, autopilot with a larger speed range.

A very simple linear model of the ship is assumed in this paper. Furthermore the ship
transfer function parameters are assumed to vary only with speed. However, they will vary
also with other parameters such a with magnitude of rudder movement and with loading. In
addition, the centre of gravity of the ship will almost certainly not be at the geometric centre
because of asymmetry and loading. However, these complexities are not considered in this

paper.
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Model [Speed (m/s) [K (1/s) [T(s)

1 3 0.03 73.5
2 5.42 0.0542 |40.6
3 8 0.08 27.5

Table 1 - Ship Model parameters

Model [Speed (m/s) bo b1 b2 a, a,
«10" 1] x107Y| w107t
1 3 1.014} 2.027| 1.014({-1.986|0.986
2 5.42 3.290| 6.58 3.290{-1.976]0.976
3 8 7.127]14.255) 7.1271-1.964]0.964

Table 2 - Discrete-time model parameters
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Sea state]Encounter] X{1)] X(2) X(3)
o -2 -2
angle (7) x10 x10
3 45 0.602| 6.471} 3.171
5 45 0.566( O 6.616
8 45 0.52119.068}22.990
Table 3 - Wave mode] parameters
Sea state[Encounter| ¢ c c a W a
N le ) ne ni n2_4 no nl
ang x10 x10 P
43 7.532L 0 | -7.532{ 1 |-1.619
45 16.600] 0 |-16.600f 1 ]-1.703
45 54.629) 0 [-54.629] 1 [-1.635

Table 4 - Discrete-time wave mode! parameters

Controller|F |C C C C C
c fno fnl fdg4 t‘d:l4 l'd?4
x10 x10 x10
1 0.1]0.2899|-0.2829}30.0 2.7719]0.9538

Table 5 ~ GH_ Controller parameters

Control C
ontroller fn0 Cfn1 Cfnz Cfn3
2 -0.8394|2.1906|-2.072|0.7159
C
£do Cfd1 Crdz Crd:! Cfd4
x107% | x107!

-3.6875]7.1551]-3.475]-2.644] -2.413

Table 6 ~ Generalized H controller parameters
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Figure 1 = Ship co-ordinate system

(due to van Amerongen (1982))

Controller

Figure 2 - Feedback syste® description
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DIRECTION OF
WAVE PROPAGATION

Figure 5 - Block~shaped ship in waves

(after Blanke (1981))
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COMPUTER AIDED DAMAGE STABILITY CONTROL IM THE M-CLASS FRIGATE
OF THE ROYAL NETHERLANDS NAVY

by W. van Nes,
Royal Netherlands Navy
R. Mo=arman
Van Rietschoten & Houwens

ABSTRACT

Damage Control (DC) management needs information about the
stability and buoyancy of the ship. This information is based on
the integrity of the ship's hull and the loading condition and is
the result of a number of calculations.

Up till now the required stability information was derived by the
DC officer from standard damage stability data sheets, which are
only available for a limited number of damage-, wind- and loading
conditions. But in the M-class frigate the calculations are
performed within the Integrated Monitoring and Control System
(IMCS) which offers a user friendly man machine interface for all
platform systems.

The Stability Calculation Module for the M-class IMCS consists of
three functions:

a. Damage stability calculation: to derive actual state
stability data and final state stability data if no DC counter-
measure will be carried out. The system will also check whether the
operational stability criteria will be met, i.e. if wind and roll
movements are taken into account.

b, Damage stability evaluation: in order to evaluate the result
of possible DC counter-measures. The operator can enter his
proposed counter-measures into the system which will then calculate
the new final state stability.

¢. Stability indication calculation: in order to to derive a
quick rough stability indication based on roll movements. This
indication will be used if not all the required inputdata for the
stability calculations are available or reliable, or if there are
too many influencing factors such as severe damage, heavy icing or
fire fighting waste water.
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The Stability Calculation Module supplies the DC officer with the
information he needs to make accurate decisions, with a minimum of
manual input, and is operated as an integrated part of his platform
management workstation.

1. INTRODUCTION

If we consider a navy vessel to be a system, the major system
functions that can be distinguished are, in order of importance:

- to stay floating;

- to remain underway;

- to retain its mission.
The primary function, floating, is accomplished by buoyancy and
stability. However, the buoyancy and the stability of the ship can
be threatened by calamities such as a collision or a hit of a
torpedo, a mine or a missile. To enable the damage control managers
to deal effectively with these threats, the managers must be
quickly provided with accurate and detailed information about the
situation, so that they can counter the threats by taking
appropriate active measures. Passive measures have already been
taken in the design of the hull geometry and compartimentation as
well as in the weight distribution on board.

Till now, the Damage Control (DC)-officer derived the stability
information that he needed for decisions about weight distribution
or about the appropriate counter measures in case of calamities,
from standard damage stability data sheets, on which only a limited
number of damage-, wind and loading conditions were described. On
top of that, the described conditions were not the operational
conditions, but were mainly the functionally required conditions as
specified in the contract design.

With these datasheets, the DC-officer had to compile the actual
stability situation by means of calculations, while also
coordinating the damage control actions throughout the ship at the
hectic location of the combined Ships Control Centre (SCC) and the
NBC-and DC-headquarters. Also, the datasheets did not describe
situations in which there occurs severe icing or an excessive
amount of water caused by firefighting and boundary cooling.
Experience on the USS Stark and, more recently, on the Scandinavian
Star, has proved that the effects of these occurrences are of great
influence in actual situations.

The M-class frigate is equipped with an Integrated Monitoring and
Control System (IMCS). This system processes platform sensor input
that is displayed on workstations in the SCC via which the operator
can also enter commands for platform actuators. As the input for
the stability calculations was already available in the IMCS, it
was decided to integrate the stability calculations in the IMCS of
the M-class Frigate.
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In the M-class frigate, the calculations, which are based on a

model of the ship and carried out within the IMCS,

are performed in

such a way that even complex situations can be analized. At the
same time, the system also provides the necessary sensor input as
well as an user-friendly man-machine interface in which the
monitoring and control of platform systems and the stability
management are integrated in such a way that the operator does not

loose grip on the situation.

This reduces the workload of the DC-

officer and enables him to simultaniously manage damage control and
stability. Although the stability calculation module is a decision

support system,

2. THE M-CLASS INTEGRATED MONITORING AND CONTROL SYSTEM

it is not an expert system.

PROCESSING DECIDING
OBSERVING ACTING
MAN__ -
MACHINE WORKSTATIONS
CENTRAL CENTRAL
PROCESSING 1 PROCESSING 2
Ships éﬁ +
Control
Centre
—————-————Tb——— - P e e e e
Engine
Rooms
AUTOMATIC
CONTROL LOCAL (PRE)PROCESSING
PLATFORMSYSTEMS
Figure 2.1 M-Class frigate IMCS configuration
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For their monitoring and control tasks, the three platform
operators can dispose of three VDU's. On one VDU, there is a
display of an alarmtable which contains a list of the relevant
alarms for that particular position. The operators can also request
mimic VDU presentations from a set of mimics. Mimics are drawings
of platform systems in which the current state of a system is
represented. Furthermore, the operators may request several
general information presentations concerning components or parts of
platform systems on their VDU's. The DC operator may also use a set
of DC plot presentations of the current situation in the ship. In
these DC plot presentations, damage information derived from human
observation is entered graphically through a workstation at the DC
section station, or at the SCC. This information is integrated with
the automatic sensor information. To avoid communication errors,
the same presentations are available in the DC section stations, in
the SCC and in the CIC. This information is also used as input for
the damage stability calculations.

3. THE M~CLASS STABILITY CALCULATION MODULE

The M-Class Stability Calculation Module consists of three parts,
as shown in figure 3.1:
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The IMCS of the M-class frigate is a decentralized computer network
which basically consists of four parts as shown at fig 2.1:

~ the control units;

- the local processing units;
- the cental processing unit;
- the workstations.

The control units have the possibility to monitor and control a
platform system independently. In the local processing units, which
are located thoughout the ship in the vicinity of sensors and
actuators, the sensor data is being processed and sent to the
redundant central processing unit where the sensor data is
processed further in order to get integrated information on system
level. Operators can get a presentation of this system information
on their workstations and they can also enter commands concerning a
platform system by means of their workstations.

The workstations are placed in the SCC, in the Combat Information
Centre and in the DC section stations fore and aft, as shown in fig
2.2. The DC-operator in the SCC has a three~VDU workstation and
this also holds for the propulsion operator and the electrical
operator as shown at fig 2.3. Both the DC-officer and the NBCD-
officer have a single-VDU workstation and this also holds for the
DC section stations. The commander in the Combat Information Centre
also has a workstation but this workstation does not offer the
possibility of entering commands.

Combat Information Centre

DC section Ships DC section
station aft Control Centre station fwd

Figure 2.2. General location of the IMCS workstations
in a frigate
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Figure 3.1 Overview of the Stability Calculation Module

- The calculation of the initial- and final state

stability, based on the current situation. The initial
state represents the condition of the ship at the moment
of calculation and the final state represents the
equilibrium condition of the ship that will be reached if
no corrective actions are taken.

These calculations can be divided into the following
subsystems:

* the processing of sensor data into platform
information, this is a standard IMCS function;

* the validation of automatic sensor input for the
stability calculations by the operator;

* the calculation of initial and final state stability;

* the presentation of stability information;

The calculation of the initial- and final state
stability, based on the actual situation and a number of
counter measures; the latter can be divided into the
following subsystems:

* the input of counter measures by the operator;

* the calculation of final state stability with counter
measures;

* the presentation of stability information with counter
measures;
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- The stability indication calculation, producing the
metacentric height, based on the roll movements of the
ship.

4. VALIDATION

The results of a calculation are worthless if there is an error in
the input of the calculation. In case of a decision support
system, the system is only usable if the user trusts its output. If
the DC officer does not trust the result of a stability calculation
which is done by a system, the implementation of such a system has
a negative effect on the performance of the DC officer instead of
reducing his uncertainty about the situation, the system gives him
one more reason to worry.

To make the stability calculation module a useful and powerful tool
for the DC officer, the module offers a validation of the input-
data that are used for the calculations. This enables the officer
to maintain control of this module in such a way that it does not
increase his workload.

The validation can be done by both the DC officer and the DC
operator. The actions that can be performed to carry out the
validation process are:

- For each (tank) compartment, the operator can decide
whether the representation of the situation by the
digital readout of the sensor is correct. If there are no
sensors in in a compartment, or if the sensors are out of
order, or it 1is decided that the representation is
incorrect, the operator can enter a replacement value,
based on actual, local observation. The operator can
also change the value of the specific weight of the
contents of a tank.

- For each (tank) compartment the operator can decide
whether it is damaged. Information about damage is based
on the plot symbols that are plotted on the DC plots by
the repair units and on direct reports from his
sectionleader. In case of damage, the compartment status
"damaged" is entered into the system by the operator
after which the stability calculation can be made.

- The operator can decide whether wind speed, wind
direction and the heeling angle as are shown by the
digital readout of the sensors, are correct. If the
operator decides that the reading is wrong, the operator
can enter a replacement value.
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- When a sensor for which the operator has entered a
replacement value works correctly again, it is possible
for the operator to decide to remove the replacement
value. To be able to see the difference between sensor-
input and operator-input, the source is shown at any
reading.

5. THE M-CLASS MMI PHILOSOPHY

The M-class frigate man-machine interface philosophy is based on
"interfacing through presentations". This means that information
for the use of operators can be retrieved from a predefined set of
presentations and that input can only consist of adaptations which
are entered by means of a presentation. As the stability
calculation module is an integrated part of the IMCS, the
"interfacing through presentations" is also implemented here. There
are seven presentations defined for the stability calculation
module:

- actual state stability presentation. This presentation
contains the current dynamic values that are the input
for the stability module. This presentation is used for
the validation of the input;

- stability input presentation. This presentation contains
the static values which were the input for the last
stability calculation;

- initial state stability presentation. This presentation
contains the initial state graph,
which is a result of the last stability calculation;

- final state stability presentation. This presentation
contains the final state graph,
which is a result of the last stability calculation;

- manipulation presentation; this presentation contains the
input values that were the input for the last stability
calculation. This presentation is used for the input of
the countermeasures that have to be evaluated;

-~ final state manipulation presentation. This presentation
contains the final state graph
which is a result of the last stability calculation based
on the countermeasures that have to be evaluated;

~ stability parameter presentation. This presentation
contains the parameters for the stability calculation
module that do not frequently change but that are
affected by the use of the ship. Examples of such
parameters are the displacement under standard loading
conditions and the weight of ammunition.
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A presentation request or a change in a presentation is not linked
in any way to the start-command for the stability calculation. The
operator may switch a number of times between stability
presentations and other presentations before starting the stability
calculation. It is also possible that part of the validation
process is performed by another operator ("multi tasking"). To
enable the operator to use the presentations in this way, he needs
a simple and direct interaction that requires only a minimum of
operator~action.

2.1, Presentarion reguest

Because the presentation-request forms the start of every operator-
action and because the request can be made in every possible
situation, the operator can identify the presentation-group by
means of a single function key on his functional keyboard. Examples
of a presentation~group are: mimic presentations, stability
presentations and DC plot presentations. For stability
presentations there is a key marked *"stability". After pressing
this button, the operator is provided with a short menu of the
possible presentations within the group. The menu will appear at
the bottom of his screen and in this case, the menu will consist of
the above mentioned presentations.

The operator can choose from this menu by indicating his choice
with a trackball cursor or by pushing the concerning function key.
The dialogue is finished by entering the “execute" command with a
function key.

5.2, Operator input

The cobject of the operator input can indicated with a trackball
cursor. When an operator has selected an object in this way, then
the relevant information about this object is presented at the
bottom of his screen, together with a menu of possible commands. A
command can be selected by pointing it out with a trackball cursor
or by pushing the concerning function key. If the object is a
numerical value, the operator can enter a {(new) numerical value
with a numerical keypad.

6. ACTUAL STATE

With the actual state stability presentation, as shown in figure
6.1, the operator can perform the validation process, so that a
reliable output of the stability calculation module is ensured.
This presentation contains the input data for the stability
calculation module
- for each compartment:
* the relevant information that is required to enable the
operator to identify the data;
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- the identification code of the compartment,

- the name of the compartment,
the basic status information;

- the level of 1liquid in a compartment;
- the specific weight of the liquid in a compartment;

- the indication "damaged”;
- the source of the information;

* additional

information as drawn on the DC
presentations as "water level" and "damaged".

- the heeling angle;

~ the relative wind speed;

~ the relative wind direction.
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Figure 6.1. The actual state presentation

The operator can alter the input data for the stability calculation
module by selecting the item with the trackball cursor and by

replacing it with a correct value.

If he switches between several

presentations in order to obtain situation information or to handle

other problems,
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when the operator agrees with the situation he has created in this
presentation, he can start the stability calculation again by
selecting the name of the presentation, followed by entering the
"start" command.

7. CALCULATION OF INITIAL AND FINAL STATE

The stability calculation is devided into two separate, but
identical parts:

- the calculation of the initial state; this is the
condition of the ship at the moment that the calculation
is made.

- the calculation of the final state; this is the
equilibrium condition of the ship that will be reached if
no corrective actions are taken.

7.1. Calculati ¢ the initial

The calculations are based on a mathematical model of the ship in
the form of a number of polynomes. These polynomes have been
precalculated with the hydrostatic package SIKOB for the
hydrostatics of the hull and the compartment parameters as a
function of (sensor) sounding values. The polynomes are stored in a
database in the form of polynome coefficients and the required
values are obtained by interpolation with the HOrner method.

The database also contains a number of other data items like
parameters for positions of openings in the hull and on the
bulkhead deck. The parameters for the calculation of the
aerodynamic loads are derived from measurements on a model M-class
frigate in a windtunnel of the Dutch Aerospace Laboratory (NRL).
Both wind force and point of application have been determined.

The calculations consist of four parts:
- calculation of draught and trim;
- calculation of righting and heeling arms;
- calculation of the heeling angle;
- calculation of stability margins.

a. Calculation of the draught and trim
The validated sounding data will be converted to basic soundings,
representing the liquid level that is independent of the heeling
angle. Based on these basic soundings, the sum of liquid loads,
momentums and the effect of the free liquid surfaces are
calculated. The calculation uses curves which are stored in the
database and are shown in fiqure 7.1. The weight of food supplies
and ammunition is assumed to be proportional to the weight of the
liguid loads and is considered to be a relatively static factor. As
such, the weight of food supplies and ammunition is taken into
account in
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Figure 7.1 Curves used for calculation of compartment data

the calculations. Based on these loading conditions, the
displacement, the center of gravity are calculated.

The draught and trim will be derived from the curves of the draught
and of the longitudinal center of buoyancy as a function of
displacement and trim, as is shown in fig 7.2.

The metracentric height will be calculated in the same way. (Also
see 7.3)
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The righting and heeling arms are calculated on the basis of the
displacement, trim and the effect of the free liquid surfaces.

The arms that are calculated, are the arms of the righting and
heeling momentum with the weight of the ship as a unit force.

The righting arm is the horizontal distance between the center of
gravity and the center of buoyancy. The metacenterpoint is the
point of intersection of the righting force and vertical
centerplane. Crosscurves are used for the calculation of righting
arms. The crosscurve equals NK * sin(PHI) and is stored in the
database as a function of displacement and the longitudinal center
of buoyancy. (Also see figure 7.4 )

Based on the known displacement and the position of the center of
gravity, the righting arms can be calculated with the crosscurve
polynomes from the database. (Also see figure 7.5)

The heeling arm caused by free liquids is derived from the
transversal momentum of inertia of the liquid surface, which is
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stored as a polynome in the database as a function of the basic
sounding. (Also see figure 7.6)

The heeling arm caused by wind is derived from the relative wind
speed and from direction data in combination with the results of
the aerodynamic scale measurements that are stored in the database.
The point of application of the reactionforce is assumed to be on
half draught. (Also see figure 7.6)
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Figure 7.4 Cross Curves used for calculation of righting arms
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The angle of heel can be derived by calculating the angle at which
the righting arm equals the total of heeling arms.

The buoyancy margins are expressed by freeboard which is derived by
calculating the vertical distance from every opening in the ship's
structure to the waterline and from a number of positions on the
bulkhead deck to the waterline. The smallest distance is the
resulting freeboard. The location of the positions used in the
calculations is stored in the database.

Usually, stability criteria are based on the design criteria, so,
the conditions in the damage stability data sheets are predefined
and independent of environment. However, stability criteria are
essential for survival under given circumstances in real-life
situations. Therefore, the operaticnal stability criteria that are
used here, are based on Goldberg and Sarchin (5) and that resulted
in the formulation of operational criteria that take the
environmental conditions such as wind and roll movements into
account.

The stability criteria that are used .
- maximum significant roll ang.:
- maximum wind arm;
- minimum metracentric height.

The allowable roll angle is limited by the angle at which the
openings reach the water level during the roll movements of the
ship. Besides that, the significant roll, which is a measure for
the dynamic energy of roll movements, may not exceed the value that
represents the potential engergy of the righting moment. This value
is determined by the ratio of the size of the areas Al and A2 and
by the roll movement safety factor, as shown in figure 7.7.
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Figure 7.7 Righting and heeling arms as function of the
heeling angle with tht operational criteria

The stability should be sufficient to withstand a gust of wind.
Therefore, the ratio of the the arm caused by wind and the maximum
achievable wind arm (RAMAX), as shown in figure 7.7, should be less
than the wind safety factor.

The metracentric height should always be positive and should have
minimum value.

In the M-class frigate the safety factor for roll movements is
determined at 1.4, the safety factor for wind at 0.6 and minimum
value for metracentric height at 0.05 meters.

7.2 Calculati £t} final
The final state stability calculations are based on the added
weight method which results in an iterative process. A damaged

compartment is assumed to be in open connection with the sea. This
assumption leads to a final state situation in which the original
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liquid contents of the damaged compartment has disappeared into the
open sea and the compartment is filled with seawater up to the
known waterline. The tanksoundings of the flooded compartment are
calculated with the draught trim and heeling angle of the last
iteration. The difference in mass and momentum of the water in the
flooded compartment is added to the mass and momentum of the ship.
With the new displacement and new center of gravity and the total
effect of free liquids, the new trim draught and heeling angle can
be calculated and used for the next iteration.

The final state will be reached if the draught, trim and heeling
angles do not alter more than a given tolerance.

8. PRESENTATION OF STABILITY INFORMATION

In the initial and final state presentations, the stability data is
made visible to the damage control management. Primarily, this is
done graphically and is supported by a small number of stability
and buoyancy margins in a digital readout. If the margins do not
meet the criteria, the operator receives a warning. Usually, naval
constructors make stability data visible by presenting stability
arms as a function of the angle of heel. This presentation method
is also applied for the stability calculation module. In
conventional stability data sheets, only the stability arms for one
side are presented, showing the worst case. However, the results of
the stability calculation module have to be shown to SB and PS for
both angles, so as to give the operator a complete view of the
situation. (Also see figure 8.1)
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Figure 8.1. Initial state stability presentation
9. MANIPULATION

To assist the DC officer in his stability management tasks, an
attempt has been made to provide solutions for damage stability
cases with an expert system. The results of these attempts made
clear that it took a long time to process the whole range of
possibilities and that the results were unpredictable.

Therefore, an evaluvation function has been added to the stability
calculation module. This evaluation function is a powerful tool
for the DC officer to evaluate the possible counter measures and it
enables him to take adequate actions without delay. In this way,
solely the damage control managers remain responsible for the
actions that have to be taken.

By means of so-called manipulation commands, corrective actions and

their effect on the ship's stability can be simulated by the
stability calculation module. The aim of counter measures is to
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create a better stability and buoyancy. The actions that can be
taken into account in order to reach this goal, are the actions
that create:
- a heeling moment which reduces the heeling angle;
- a trimming moment which increases freeboard;
- a low position of the center of gravity which increases
the righting moment.

For this purpose, the DC officer can enter four commands for each
compartment into a presentation that is similar to the actual state
presentation:

- ballast with seawater;

- transfer of liquid load;

- de-watering;

- counter flooding.
The manipulation function creates a manipulated set of compartment
soundings and this set is used as input for a final state stability
calculation.

10. STABILITY INDICATION CALCULATION

This calculation can be used if, due to exceptional conditions, no
reliable calculation can be made. Exceptional conditions are,
amongst others:

- severe icing;

- extreme wastewater problems due to firefightingy;

- severe damage to the ships sections.
With this calculation the metacentric height can be derived from
the roll movements of the ship using the known "pendulum formula".
The circle frequency with the highest amplitude will be retrieved
from the power density spectrum of rollmovements, as shown in
figure 10.1. Then, the metacentric height will be:

(I *Q)?

GM =  —-vemme————e
G

In which:
GM = metacentric height;
I = transversal radius of inertia;
Q = circle frequency;
G = acceleration of gravity.

Experiments have been carried out on board of the Standard-class
frigates of the Royal Netherlands Navy. From these experiments an
algorithm has been derived. This algorithm has proved to be very
useful if applied in the process that leads to a reliable
metacentric height.
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The reliability of this calculation depends on the processing of
sufficient roll data and on the applied algorithm that was found
during the experiments of the Royal Netherlands Navy . The
reliability of this calculation is only influenced externally if
the ship is sailing in following seas.

11. CONCLUSIONS

Integration of the stability calculation module in the Integrated
Monitoring and Control System is necessary because through this
integration it is possible to provide direct input from the many
sensors and the automated integrated damage control plot facilities
to the stability calculation model in order to reduce the workload
of the DC-operator and the DC-officer.

Knowledge of the stability of ships is necessary for the operator.

The stability calculation module is a powerfull tool for the Damage
Control management during Damage Control operations. Also, the
stability calculation module is an important factor in the training
of the technical staff as it enlarges the knowledge of stability
and leads to a better understanding which, in their turn, result in
quick and adequate corrective actions in case of calamities.
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FIGHTING HURT
COMBAT SYSTEM DAMAGE CONTROL

by David W. Geer
NKF Engineering Inc.

1. ABSTRACT

Ships in war will be hit. Fighting hurt means post-hit
firepower having a capability and reaction time that meets the
requirements of the operational commander both for terminal defense
and area defense/offense.

In order for the combat system to continue to fight after
battle damage, ship control and auxiliary systems must provide
uninterrupted vital services required for the combat system as well
as protecting vital spaces. The capability to Fight Hurt involves
both the physical and functional survivability of not only the
combat system but the ship control and vital systems as well.

Emphasis is placed on the fact that people (ships crew) fight
and save ships using the tools (systems, equipments, and
procedures) that are provided them. Thus, every capability must
have the fundamental purpose of providing a "force multiplier” to
the crew by way of training, organizational coordination, fighting
hurt procedures and decision aids, together with survivable system
design. An evolutionary approach to improved survivability
employing and expanding upon current highly successful and proven
techniques is described.

2. INTRODUCTION

Pighting Hurt is the recovery of the combat system after
battle damage by reconfiguration of surviving components to re-
engage threats and provide terminal defense of the ship. Major
physical damage is expected to the targeted ship as illustrated in
figure 1. Because the combat system can not reasonably be hardened
to withstand direct weapon impact or blast effects, the emphasis
is placed on shock and fire "hardening”, redundancy and separation,
and thus survivable reconfiguration.
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2.1 Post-hit Self Defense

The damage to the targeted
ship's Vital Systems and Spaces
must be minimized, magazine
explosion precluded, and vital
services sustained to the
surviving combat system terminal
defense aystems and weapon
launchers.

At the occurrence of battle
damage, it is imperative that
tem\intld d?ense sgstcmsh b;
supported and restored as a hig
priority since the ship will be Lojurel
highly vulnerable to subsequent
threat weapon salvos and raids.

The best shipboard damage control organizations and ship
designs can be overcome by subsequent weapon hits. If the ship has
been hit once, it is clearly targeted. Thus the ship's combat
system must be prepared to re-engage incoming threats as rapidly
as possible.

Pigure 2 illustrates the need for rapid combat system recovery
to engage multiple missile
salvos or multiple threat
targeting of the ship. Ships \
performing escort or convoy
duties can be expected to be
separated by 5 to 30 miles from
other combatants. Thus, each
ship must provide for its own

defense against "leakers"
penetrating the screen. Since
enemy sengagement doctrine

typically specifies firing
multiple missile salvos at a
targeted ship, rapid re- ,
engagement of subsequent

missiles within the salvo Figure 7

interval is essential for
survival. MULTIPLE WEAPON THREAT

2,2 Design for Damage

S8hip combat system designs and procedures optimire pre-hit
firepower. The design process and procedures are well defined and
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successful. However, ships in war must plan to be hit. This
rejuires the extension of the design discipline to include post-
hit £firepower. Coping with battle damage requires immediate,
total-ship coordination and prioritized restoral of vital systems
and equipments. Command decision making and priorities must be
based not only on the primary damage effects to the ship, but on
the tactical threat and residual combat system capability.

The combat system dependency on the ship's HMSE systems gnd
damage control organization is such that combat survivability
requires integrated resource management of systems and personnel.

The relationships between all elements of the battle
organization are the same both before and after battle damage, they
differ however, in emphasis and manpower allocation as reflected
in table I.

The evolution of a Pighting Hurt Table 1
capability requires total-ship combat CHANGING EMPHASIS
system / HMSE system survivability e ——————————
engineering. In the far-term, these
changes would be implemented as

total-ship threat reactive control POST - HIT CHANGING EMPHASIS
system response, redundancy and

dispersal of vital components, o SUSTAIN / RESTORE ELECTRICAL POWER
survivable connectivity, and YO COMBAT SYSTEM
automated decision aids. In e SUSTAIN / RESTORE VITAL SERVICES

addition, a long term commitment to

i : o PROTECT VITAL SPACES
revisions to ship procedures,

doctrine, training, and 'SUEJE':B'E:E?thOREVEAm"
organizational relationships is
required.

)
3. VITAL SPACES AND SYSTEMS

Pighting Hurt acknowledges that major physical damage will
occur when the ship is hit. The statistics and assessments of
battle damage from World War 2, Korea, Falklands, and the Persian
Gulf are clear. Ships are seldom lost as a result of Primary Damage
(direct blast effects), but rather as a result of Secondary Damage
(the spread of fire and flooding into surrounding areas).

3.1 Vita] Spaces

vital Spaces are defined in the ship specifications and ship's
damage control books as "those in which continued operation is
essential for ship control, propulsion, communications,
seaworthiness, and fighting capability”. Table 1I lists
representative vital spaces. The combat system vital spaces are
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Table I
located throughout the VITAL SPACES
ship. Protection of
combat system vital ssSEEEEEEEEEEEE—————
spaces together with
propulsion, electrical
and auxiliaries vital REPRESENTATIVE VITAL SPACES
spaces is of paramount
importance to post-hit

fighting capability. COMBAT SYSTEMS PROPULSION / ELECT / AUX

Within th text PILOT HOUSE gf:’r;;n.cg?g;goxcs!nrr;on

ithin the contex cic A L CENTRAL
o A ENGINE ROOM
of total ship angs'ﬂ?‘f%ucn:ns a«:ci?“ug‘r_vgéss Joous
survivability, priority  Sovinlowmser . . Micuiwiogss
3 MBAT SYSTEM E
must be given to saving P L GEnn AOX
vital spaces. They RADAR EGMT ROOMS POWER SUPPLY / CONVERSION ROOM
should be clearly S O Ao hoous C LOAD CEN
identified on decision souan conmoumuucoouus
. NIXIE R

aids and accorded the SN DINCTOR
reaction time of
response required to
save t h e v i t a 1 . ]

components contained

within. One example will suffice; magazines. Magazines are vital
spaces. Fire in the vicinity of a magazine is always accorded the
highest priority:; however, flooding and structural damage are not
necessarily. In order to fight hurt, it is imperative that weapons
be kept dry and debris cleared for weapon launch. Within each
damage control zone of the ship, all vital spaces should be
prioritized with respect to the ships current tactical situation
and the type of damage sustained.

3.2 Vital Systems

The Vital Systems summarized at Table III1 are essential to the
operation of not only the combat system, but the propulsion and
;uxiliaries, as well as the survival of the ship after battle

amage.

While all vital systems are essential to the combat system
and ship survivability, the effect of an interrupt varies, as
reflected in the ships’' Battle Short Doctrine. The range of time
permissible for an interrupt to the combat system varies from
milliseconds for electrical power to minutes for cooling or chilled
water. Additionally, wuafter battle damage, the effect of an
interrupt can be catastrophic to certain vital systems such as the
gireTaxgi with men engaged in firefighting or magazine sprinkling

ue to re.
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Table 111
Casualtyreconfiguration of VITAL SYSTEMS
Vital Systems also includes
reducing the demand (load) ssE——eee—eTEE—————E————
regquired by reduced capacity
caused by damage. Electrical
Load Shed is a prime example of VITAL SYSTEMS
the necessity to rapidly reduce
electrical load in accordance
with a predetermined and
FLEXIBLE doctrine. Chill Water

e ELECTRICAL POWER (400 HZ, 60 HZ
FIREMAIN
MAGAZINE SPRINKLING

an example of the need to reduce AFFF

heat load by reconfiguring the COOLING

cgmbat system over a period of CHILL WATER

minutes. OWN SHIP HEAD, ROLL, PITCH, SPE

WIND SPEED, DIRECTION

R INDICATION
4. FUNCTIONAL SURVIVABILITY OF R S Ty

THE BATTLE ORGANIZATION VENTILATION / AIR CONDITIONING

Fighting Hurt requires COMPRESSED AR
prioritized casualty and damage
restoration. Everything can not
be done at once. Primary damage by weapons can cause 25-40%
personnel casualties on a destroyer resulting in a severe shortage
of manpower. This can be especially significant in the area of
critical technical skills.

The crew of a warship fights and saves its ship within the
framework of the Battle Organization. The Control Positions within
the Organization
are connected by

e ks Y pigata TYPICAL BATTLE ORGANIZATION

3 illustrates a
typical Condition I
Organization.

COMMARD

1
The success of ol 1 T —

the organization ° »o ENGINEER ota

depends in l .tqe ORIDGE 4 ces 0C CERTRALICCS

measure upon the see oPERATING )
!utViVIbi 1 ity Of ~TFIGUAES 48 & [ PERSONNEL [~ AEMmIR
its interior voice - EoNTaoL - AEmin
and data links. L e Eet L heswe

The spred and
completeness with Figure 3

which t h e TYPICAL CONDITION 1
organigzation can BATTLE ORGANIZATION

decide and act is
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dependent on the information and displays presented to the decision
makers at the control positions.

¢.1 Typical Combat Svst o ization Defici .
The typical combat system organization reports directly to the
Tactical Action Officer (TAO) as illustrated in figure 4. The

organization that
functions in this

manner ~has  the | TYDP|CA|L COMBAT SYSTEM ORGANIZATION

simplicity of each COMBINES OPERATIONS & REPAIR

egquipment group and

its operators a0

reporting directly cic

to the varfare T

operators. [ I 1 I L

wmst | [ ] [ i | [FEvene] [oum

The battle

damage problem with

this organization | [ress " Hovatius  [couas -cu

is the Electronics | Li,,,  Liwe, |Lie  foosnes Lo

Casualty Control | nawvicaTion
(CASCON) group only taut
communicates with Figure 4

the Electronic pyprcar coMBAT SYSTEM

Technicians and the garnpE orcANIZATION
Data Systems

Technicians. All

other repair
personnel report directly to their Warfare Officers and the
Tactical Action Officer. The lowest common denominator for

casualty and damage coordination is the Tactical Action Officer,
not the Electronics Casualty Control Group.

In a battle action, the TAO and Warfare Officers are totally
absorbed with the threat and tactical use of what remains of the
combat system. Further, coordination with Engineering & Electrical
Control and Damage Control Central is by each warfare area and
Electronics Casualty Control; five different areas with potentially
five different sets of priorities. During battle damage, the DCA
and Engineer Officer are already saturated with voice and data
communications within their own areas of responsibility. Further
compounding the problem is the fact that no ONE in the combat
system organization knows the complete status of the combat system
to advise the Commanding Officer and TAO of remaining capability.
The mosi serious deficiency is that there is no practical way for
Command to set priorities for the reconfiguration and restoral of
the combat system to engage the most threatening targets.
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ern mba m
ds "l‘hed dekf,iciencies
being resolved aboard | A|TERNATE COMBAT SYSTEM

selected ships today as

indicated in Eigare 5. SEPARATES OPERATIONS & REPAIR

There are two primary

benefits to this cormo

organization: (1)the TRO cic

and warfare officers ]

concentrate of tactical r 1

use of weapons systems, S -RESOURCE

and(2) a single decision OFFICER

maker prioritizes the WARFARE OPERATORS SYSTEM REPAIRIMAINT

reconfiguration and

restoral of the entire | S REGE L e

combat to meet threats. ANTI-SUB MISSILE

——WARFARE ——SYSTEMS

The centralized AIR RADARS

combat system damage [ WARFARE ———(20 & 3D)

decision making is the | ELEciRowic L oW VEAPONS

functional equivalent of

the  DCA. . With |  L—GucRowes Ao,

centralized decision | COMPUTERS

making, more suitable DISPLATS

facilities and decision Lo

aids can be (and are)
provided. The facility
is commonly called
Combat Systenm
Maintenance Central
(CsMC), although the
same capabilities and
communications could be established within the existing Repair 8
(combat system repair) organization.

Figure 5
ALTERNATE COMBAT
SYSTEM ORGANIZATION

Crucial to setting priorities for combat system restoral after
battle damage is the complete understanding of the threat as seen
by Command/TAO. This is accomplished within the organization shown
in figure 5 by the Combat System Resource Officer (CSRO) standing
in the vicinity of Command/TAO in CIC. The CSRO is supported by
the CSMC organigzation and its decision aids physically located
elsevhere in the ship.

Within the CSMC are dedicated maintenance and repair
communications throughout the combat system that do not compete
with tactical communications. PFurther, the CSMC maintains not only
a combat system plot, but a set of vital systems, vital spaces, and
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damage plots equivalent to those maintained by the DCA.
S. SYSTEM / EQUIPMENT SURVIVABILITY
S. Hardenin Shoc ire

The common denominator of all high explosives is shock. 1If
the combat system, vital systems and equipments, propulsion and
electrical, and damage control systems are to be of any use after
battle damage, they must be selectively shock hardened up to a
predetermined set of thresholds for continued performance after
survivable damage. The design for survival should address required
residual capability required after both underwater burst shock and
air burst shock.

Shock hardening of machinery such as engines and generators
is more easily recognized than that of antennas, wave guides, and
chill water piping. However, if the ship is to fight hurt, clearly
defined hardening criteria for major equipment groups within the
combat system must specify which components are expected to fail
and define the alternate routing and dependency paths.

Fire "Hardening” as used in this paper is the time related
resistance of vital equipments and systems to flame and high

temperature. Data and voice communications together with
electrical power distribution are prime examples of the need for
fire hardening. Various fire resistant cable conductors and

coatings are readily available for use aboard warships. Their use
should be focused on vital circuits and data systems essential to
post-hit firepower and survival. The value added of fire hardening
is the lengthening of circuit and system use from 3-5 minutes to
20-60 minutes when exposed to flame.

The time gained from extending the use of fire hardened
circuits/systems is during the initial minutes after the occurrence
of damage, which is the most critical. Both the combat system and
damage control organizations will benefit. Further, by retaining
the vital capabilities, the damage may be rapidly contained and
controlled such that the hardened vital circuits/systems will not
be disrupted for the remainder of the ships transit.

Separatio ed a

Physical separation of vital spaces, systems, equipments, and
connectivity is essential to battle damage survival. Destroyers,
Frigates, and Cruisers in the 4000-9000 ton displacement range will
be penetrated by the weapons and the high explosive/shrapnel
effects will cover a predictable interior volume of the ship. Air
bursts and underwater bursts also have predictable effects. Since
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the systems/equipments within the lethality range of the weapons
will be destroyed, the only alternative is maximum feasible
physical separation of redundant components.

Duplication of sepirated vital systems/equipments is essential
to fighting hurt. Redundant components and paths must be
physically separated to reasonably assure alternate paths for
reconfiguration after damage.

In many cases, ships today have redundant systems that are
virtually collocated (separation of a few feet or less), primary
and alternate power supplies only available from one power panel
or both power panels located in the same space, chill and cooling
water systems that do not have sufficient bulkhead cutouts allowing
casualty reconfiguration due to rupture.

The effect of redundancy on post hit mission capability is
well illustrated by a ship having only one radio room. A hit in
that space can eliminate tactical communications with the dispersed
convoy or escorts discussed in section 2.1. An emergency radio
communications capability is essential today and in the future for
the same reasons it was standard practice during World War 2.

Reconfigurati t al

After sustaining battle damage, the only reasonable method of
reestablishing ship capability is to reconfigure around destroyed
or damaged systems/equipments. In high threat environments, there
is no time available to repair. The ship must be rapidly
reconfigured; manually, mechanically, and/or electronically, to
restore surviving capability. It is here, under extremely adverse
conditions, that people within the Battle Organization discussed
in section 4 will fight and save the ship using the tools that are
provided them.

6. TRAINING TO SURVIVE

Fighting Hurt or Combat System Damage Control, is the ships’
crew using the systems, equipments, and procedures provided them
for the rapid recovery of the combat system by reconfiguration
after battle damage. Training for battle damage requires voice and
data communications and informed decision making throughout the
battle organization shown in figure 3 and in particular within the
combat system organization shown in figure 5.

The training must emphasize the fact that the post-hit threat
will be more intense as discussed in section 2.1.
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6.1 Training Reali

Figure 6 illustrates the
requirement to realistically
expose the total ship battle
organization to the expected
threat for their area of
operations. By exposing the
crew to the effects of self
defense weapons detonating an
incoming missile, the effects
of anti-shipping missiles
detonating within the ship, and
torpedoes/mines exploding at the
extremities of the ship, the Figure ©
crew gains knOWIGdge of their TRAINING FOR DAMAGE
ship and confidence in their
ability to “"handle" actual
damage.

Threat and damage realism is essential. This can be obtained
from each navies estimates of weapons effects for their area of
operation and applied to the specific configuration of the ship
undergoing training. This can be done either manually or by use
of computer models or both. Once the threat and weapon effects are
determined, the actual damage expectancy is applied to ships
drawings and verified by observation aboard the actual ship
undergoing training. The training "battle problems" are then
scripted in detail for the ship.

The training must emphasize SURVIVABLE battle damage while
sustaining the threat to the ship. Experience has shown that only
the early portion of the scenario up to the initial hit can be
"scripted™ in detail. The ships’ crew must be allowed innovative
responses. Additional threats must be disclosed and the ship
required to successfully engage them. If the combat system fails
to successfully engage incoming weapons, another "hit" must occur.
In general, there is no UNIQUE solution to the problem. Thus, the
training team conducting training must be capable of real time
revisions to the battle problem. The most versatile method for
training team response has been found to be VHF voice radio at the
4-5 watt level of powver.

6.2 Desian Benefits

One of the greatest benefits of realistic training, is that
the manual actions in fact prescribe a design and control
algorithm. The innovation and ingenuity of a ships crew provides
invaluable insight into survivability of design and past design
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flaws. Capitalizing on this potential reguires a close working
relationship between the design community and the operating forces.

I1f viewed in the context of "The Manua] Implementation of the
Future Automated System”, shipboard survivability training can not

only assist in design innovation, but serve to validate new
doctrine, procedures, control position organizational requirements,
display and decision requirements, and control "algorithms”.

7. PAYOFF

The payoff, illustrated in figure 7, is improved combat system
survivability. The probability of kill, Pk, of the combat system
is shown decreasing from current
firepower kill levels to that of
mobility and hull levels. Ship

and system/equipment design x

ultimately determine

survivability. FIREPOIER KiLL 23’

2.1 Trasning 7
Training has proven RILITY KL /

effective in restoring the

combat system to engage threats "

after susta®ning simulated HAL KL

battle damage. Most TRAINNG SYSTEM DESIGN

imﬁortantly. Command decision
making is significantly enhanced L7

and thus the ability of Command Laoere '
to set priorities.

Prior ¢to training, the

various elements of the Battle Organization shown in figure 3
focused on their own areas of "doctrinal"™ responsibility. In
short, they did not “"communicate” at the total ship survivability
level. With training, ships achieved a total ship perspective and
were able to rapidly restore not only combat system capability, but
vital systems essential to damage control, propulsion and
electrical control throughout the ship.

2 tem viv

Training can only enable the crew to effectively use what is
provided by the designers, Significant further increases in
survivability can be achieved with "total ship system engineered”
harden@nq, separation, and redundancy. With survivable
reconfiguration, the potential exists to exploit numerous new and
future weapon systems in a casualty mode of operation not requiring
the use of vulnerable own ship radars.
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8. CONCLUSION

Post-hit firepower having the capability and reaction time to
meet the requirements of the operational commander can be achieved
if the combat system and its supporting vital systems are designed
for damage reconfiguration.

Over the near term, significant improvements can be made with
existing assets through realistic total ship training and
modifications to ships' doctrine.

In the long term, improvements in survivable design of systems
and equipments may well extend combat system survivability to that
of mobility and even beyond to that of the hull (depending on
ships' weapons). Equal benefits can be achieved to propulsion and
electrical systems as well as damage control systems through the
application of this discipline. A close working relationship
between the design community and the operating forces can
capitalize on the "manual implementation of the future automated
system”. This manual implementation will provide a proven
foundation for the "control algorithm"™ of the future automated
survivable control system and its total ship resource display and
decision requirements.
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THE IMPLEMENTATION OF THE SHIP’S POSITION
CONTROL SYSTEM FOR THE ROYAL NAVY SINGLE ROLE MINEHUNTER

by A M Burt
Vosper Thornycroft (UK) Limited

1.  ABSTRACT

This paper describes the processes involved in the production of the
Single Role Minehunter, Ship Position Control System (SPCS). The design,
test, and trials periods are covered, the processes involved are explained
and the steps taken to reduce risk described.

The SPCS was developed by Vosper Thormycroft Controls for the Royal Navy
Sandown class of minehunters.

2.  INTRODUCTION

Vosper Thornycroft Controls (VIC) is part of the Systems Group of Vosper
Thornycroft (UK) Ltd and is primarily involved in the design and manufacture
of control systems for Naval vessels.

The SPCS was designed for use upon the Sandown class of minehunters for
the Royal Navy. Its purpose is to automatically control the vessel during
minehunting operations, and to provide manual joystick and autopilot control
functions.

The vessel is equipped with Voith Schneider Propulsors (VSP) that
provide controllable vectored thrust, and a bow thruster. The vessel uses
twin diesel engines for non minehunting operations and electric slow speed
drives for minehunting.

This paper covers the techniques used to implement the design and the
steps taken to simplify the tasks of testing, setting to work and sea trials.

The system was designed to meet a Naval staff requirement and was
required to provide several different operational modes. The requirement was
to produce a simple and easy to use facility to control the vessel during
minehunting operations within set accuracy targets. This was intended to
reduce operator fatigue and to enable accurate track following over an
extended period and for a vide range of environmental conditions.

2.1 Manual Joystick

The system vas required to provide a manual joystick mode, where a three
axis joystick is used to control vectoring of the vessel thrusters. The
Joystick is fitted to the Quarter Masters Console (QMC), and a portable
version can be connected at various positions around the vessel. Hover mode
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can be selected by operation of a pushbutton adjacent to the joystick. This
hovers the vessel at that physical location until the pushbutton is operated
again or another mode selected.

This mode will be used when berthing the vessel or vhen recovering and
deploying the remote vehicle.

2.2 Track Keeping

Track keeping is the mode used for minehunting when following a search
pattern. The Mine Varfare Officer (MW0) sets a plan to be followed into the
Action Information Organisation (AI0) and the coordinates of the required
vaypoints of the track are then transmitted to the SPCS via the Weapon System
Data Bus (WSDB). The SPCS then interprets these waypoints as a command to
track keep, and indicates to the Quarter Master that the request to track
keep has been received. The vessel is then automatically manoeuvred along
the track between wvaypoints. Ship speed is also controlled by the Mine
Varfare Officer and sent along the data bus vith the waypoint data.

This mode is used for minehunting and classification operations. As a
vaypoint is passed the AIO updates the plan to ensure that the SPCS alwvays
has three waypoints in its memory; thus enabling the SPCS to automatically
follow a tight circular path.

2.3 Hover

Vhen the AIO sends only one waypoint or the last of a series of
vaypoints is reached the SPCS will automatically select Hover mode.

The SRMH is equipped with a small bow thruster that is adequate for all
normal berthing operations of the vessel, but does not have sufficient power
for hovering using traditional dynamic positioning techniques at all
environments encountered during minehunting. In order to overcome this
limitation three variants of the hover mode were developed to cater for the
range of environmental conditions that the SPCS has to meet.

Hover by Dynamic Positioning with a command desired heading (Hover DP
CDH) is used in low environmental conditions with no restriction on the ships
heading. The CDH is set by the Mine Varfare Officer and is transmitted along
the Veapon System Data Bus.

When operating in Hover-DP mode, priority is given to maintaining
heading. The system calculates Northing and Basting position errors from the
Hover point and the ship position. The Heading error is calculated from the
desired Heading and the Ship Heading. The system takes the error information
and processes it to produce pitch setting demands to the VSPs and speed
demands to the BT in order to keep the ship at its Hoverpoint.

Hover by Dynamic positioning with a favourable heading (Hover DP FH) is
used in higher environments than DP CDR. The favourable heading is
determined by the SPCS as that vhich will minimise the effects of wind and
tide on the vessel, this heading is termed the Favourable Heading. It is
calculated by measuring the actual wind and tide, and then using a ship model
to predict the bow thruster usage at various headings betveen wind and tide
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directions. The minimum is found by extrapolating between the sampled
headings that produced the lowest bow thruster usage.

Hover using Position Control by Manoeuvring (Hover PCM) is used in
environments up to the maximum suitable for minehunting. This mode uses the
VSP to work against the environment to maintain the required position.

Vhen operating in Hover PCM the ship will tend to move in the desired
direction to correct any positional errors rather than moving laterally.
Under steady conditions, the ship’s heading is the Favourable Heading.

2.4 Autopilot

The SPCS implements a traditional Autopilot function using the same
hardwvare as for the other automatic modes. The mode is selectable by the
Quarter Master, and a desired ships heading entered. The SPCS then controls
the VSP lateral pitch to maintain the desired vessel heading. VSp
longitudinal pitch is set to full ahead and vessel speed is controlled by
adjustment of the main engine speed.

The desired heading is adjusted at the QMC by means of increase and
decrease pushbuttons until the desired heading is displayed on the plasma
display, the operator can then enter the new heading into the controller.

A yev limit and the usable steering pitch are also operator adjustable.
The autopilot is based on a three term controller with a wind feed forward
term.

2.5 Minehunting Under SPCS Control

WP?2 \ WIND / TIDE WP

WH3 WP{4
A

L e e e e )
wrP1001\  WPTOR™ PWp1008

wp1002 (Y “we1
/O\ 004
Figure 1 - Typical Minehunting Exercise

Figure 1 shows a typical minehunting exercise, and demonstrates hov the
automatic modes are used. The AIO transmits a pattern of waypoints, WP1, WP2
and WP3 to the SPCS and the system will select track keeping mode. When an
artefact is detected (point A) between WP3 and WP4, the AIO vill send a new
plan of WP1001 and WP1002. The vessel will hover at WP1002 vhile
classification takes place. Pollowing further periods of classification at
WP1003 and WP1004, the vessel will retreat to WP1005 for disposal.
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All of the above operations will be carried out under automatic control
of the SPCS. The Quarter Masters only duty is to monitor the vessel
performance and to ensure that the selected hover mode is the most suitable
for the actual environment.

3. SPCS DESIGN

There are three main sections to the SPCS design:

- The hardware design

- The software design

- The control algorithm design
3.1 The Hardware

The system is implemented using processors and interface cards from the
VIC range of D86 PCBs, as already used on various other RN vessels; the T23
frigate, the T2400 submarine, and the Trident submarine; as well as other
foreign naval vessels.

Special precautions had to be taken to protect the electronics from the
harsh EMC environment encountered on board Glass Reinforced Plastic (GRP)

vessels. This included fitting any vulnerable electronics within double
screened enclosures, and the filtering of supply and signal cables.

QMmc
SPCS i ocs
AAlT4
=, sow
THRUSTER
vsp || vsp

Figure 2 - System Interfaces with Propulsion Machinery
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The SPCS system is housed within the Quarter Masters Console (QMC) and
interfaces with the Direct Control System (DCS) also housed in the QMC and
supplied by VIC. The QMC is mounted on the bridge. Figure 2 shows the
arrangement and the interfaces with the Voith Schneider propulsors.

a. SPCS - The SPCS consists of one rack of electronics with all
necessary pover supplies, interfaces, and Man Machine Interfaces (MMIs)
mounted in a console that forms half of the Quarter Masters console.

The MMI comprises a plasma display, a fallback display and all necessary
pushbutton switches and indicators. The plasma display has a dedicated page
for each mode that gives all the relevant data for that mode. Figure 3 shows
the display for track keeping mode. Three status pages are also available to
give further useful parameters.

ALARMS:
WARNINGS: TRACK KEEPING

WIND W |
056 17KN \
TiDE

122 1.6KN
YAW RATE

5 w 5
IR

SHIP WATER
SPEED

1.7KN

e

TRACK SPEED
COM 3.6KN
ACT 3.7KN

SHAFT SPEED
(RPM)
PORT STBD
132 132

THRUST

TRACK
90

® ®\*

——— e A ———— —— — — - — — — — — — — — — —

11,85 27 NOV 89

Figure 3 - Typical Plasma Display - Track Keeping
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The fallback display provides sufficient information to enable the
system to function correctly on failure of the primary plasma display, and
consists of arrays of indicating lamps showing across track error, along
track error, and heading error.

As most of the SPCS modes are fully automatic, the primary function of
the MMI is surveillance, and alarms or warnings will be raised should any
system or interface problems arise, as well as providing all relevant vessel
and environmental data via the plasma display.

b. Direct Control System - The DCS is the normal method of controlling
the vessel and provides independent longitudinal, and lateral control of the
Voith Schneider propulsor pitch as well as bow thruster control.

The VSP pitch is controlled by hand levers and a helmvwheel providing
demands to dedicated electronics that implement closed loop control of the
VSP actuators. The DCS interfaces with the propulsion systems are shown in
Figure 2.

Bach control loop is independent and was designed to achieve a high
reliability. This was achieved by minimising the component count, component
screening and the elimination of single point failures.

The inclusion of the high reliability control system was to ensure that
vessel safety vas not compromised by common mode failures. The transfer from
SPCS control to DCS control can be achieved by the operation of a single mode
select switch on the QMC.

The SPCS controls the vessel by the use of isolated analogue inputs in
the DCS, so any SPCS failures will not affect DCS availability.

The main engine speed control and hence VSP shaft control also iorms
part of the DCS and is independent of the SPCS. Each engine speed is
controllable by an array of pushbuttons that control the governor setting by
means of a stepper motor. Setting the governor to minimum when the slow speed
electric motors are running causes the automatic changeover of the Self
Synchronising and Shifting (SSS) clutches.

¢. Interfaces -~ Figure 4 shows the interfaces with the other ships
systems and navigation aids. All positional data is received via the wSDB,
as vell as sonar positional data and system time.

The SPCS has been designed to function correctly with a variety of
navigational aids, and the X Y coordinates are received from the AIO via the
VSDB. Racal Hyperfix is the normal navaid used, due to its extensive
coverage of UK coastal waters.

Ships heading, and wind direction are received via synchro interfaces.
Vind speed is received via an analogue signal.
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d. Correlation Blectr%!gggg£%§z5§g§%_%9% - Surge and svay ground and
vater speed are received via an n jrectly from the Correlation
electromagnetic speed (CMS) 1log. This system has been developed in a
military version by VIC for the SRMH. The system provides an accurate
measurement of surge and sway ground speed by using ground tracking
techniques. The CMS log also incorporates a electromagnetic log that
provides alongships and athwartships water speed.

3.2 The Software

The application softwvare was implemented using tried and tested
standard VTC 1/0 modules. This use of proven software reduced risk and
simplified the task of integration anu test. The code is mainly written in
CORAL 66 with assembler used where dictated by speed, and was developed
within a Context environment.
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Structured Analysis and Design techniques were used in the development
of the system software. Rigorous testing of software modules vas employed to
reduce the integration time.

The application specific software consisted of code to handle control
mode transitions; to handle the MMI and to call the relevant control
algorithms. Functions such as the database management, I/0 handling, and
comms handling all used standard VIC modules.

The software incorporates extensive diagnostics and failure detection to
simplify and speed up fault iuentification and repair.

3.3 The Control Algeriiiwis

The development of the control algorithms was carried out by running a
ship simulation on a uVax computer. The algorithms went through many design
stages and took many forms before the final designs were settled upon.

Different control techniques for the algorithm designs were tested by
coding them and then running them against the simulation. Stable hover and
track keeping performance was then observed as well as performance in
transient situations such as veering wind and tide conditions or turning at
waypoints.

The use of Linear Kalman filters was investigated and while this offered
good performance in linear or stable conditions, gave unacceptable
performance in non-linear situations such as manoeuvring.

Eventually conventional three term controllers were found to be the most
suitable robust option. After initial testing of the designs, the algorithms
vere coded in coral for inclusion into the system software. The designs were
also included in a SPCS model within the simulation, the simulation was than
used to evaluate the algorithm performance over the full range of
environments and conditions.

Separate algorithms were developed for each operational mode; Autopilot,
Track keeping, Hover DP and PCM, plan interrupt and ship emergency halt; as
vell as for the favourable heading calculation. The favourable heading
module is used to calculate the best heading for hovering for the
environment. This is achieved by calculating the Hydro, Aero and Sonar
forces on the vessel for a range of headings between the actual wvind and
tide, and then calculating the required use of the bow thruster for that
heading. The heading that gives the minimum use of the bow thruster is the
favourable heading.

The algorithm gains and limits were then tuned and adjusted as the
result of extensive simulation work.

Once the algorithm gains had been finalised, the system was subject to a
full stability analysis. This involved analysis of the SRMH system without
any controller and then adding the analysis for each controller. The
analysis was carried out by examining the response of a linearised model of
the system to small control inputs and disturbances. The results of the
linear model analysis were compared with results from the non-linear model to
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ensure accuracy of the linear model. The linear model was then exercised
over a vider range of environments in order to find any areas of instability.
The stability analysis indicated that the SPCS would be stable across all
required operating scenarios.

a. Fallback Modes - While the vessel will normally have all the
required thrusters available for minehunting; the SPCS has been designed to
operate vith only one Voith Schneider Propulsor functional. This means that
in most environments the SPCS can function with little or no 1loss of
performance with only one shaft available.

The SPCS can also function with the shafts at different speeds again
with little effect on performance. This flexibility means that the SPCS can
make maximum use of the available propulsion prime movers.

Various navaids can be replaced by estimated data in the event of navaid
failure. Thus loss of non-critical navaids will not mean total loss of the
system.

b. Noise Limiting Algorithms - Provision has been made to limit the
SPCS usage of thrusters in order to limit thruster noise. The noise limiting
algorithms will be determined after noise ranging of the vessel and can be
incorporated with no software redesign.

The algorithms will most likely limit the Bow Thruster and VSP usage to
reduce the risk of cavitation.

4. THE SIMULATION

A complete ship simulation was developed by VIC and included Bull and
Machinery models provided by the shipbuilder and the Ministry of Defence.

The simulation also included models of the SPCS, CMS log, AIO and VSDB,
as well as a full environmental model. The simulation was enhanced and
expanded as algorithm design progressed. This included the addition of
enhanced graphical displays and monitors for the calculation of performance
figures. The improved MMI greatly reduced the task of analysis of large
quantities of trials results.

The primary purpose of the simulation was to accurately model the real
operating environment of the system in order to establish the system
functionality and to enable realistic testing of the system. This wvas
carri:d out in order to reduce the setting to work time required on board the
vessel.

The simulation was then used to form the basis for a system test
facility, where the vessel, the ship interfaces, and the environmental
conditions were simulated in order to functionally test the complete system.

The simulation was also used to define the effects of tuning the

algorithms. Thus maximum and minimum values and the sensitivity of each
parameter vas determined before sea trials.
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Various failure modes of ships equipment were simulated in order to test
the fallback systems within the SPCS and the designs’ ability to withstand
degraded sensor performance.

5. TRIALS LOGGING PACILITY

As sea trials time was going to be very limited and due to the dynamic
nature of the SPCS, it was important to make full use of all ship time. 1In
order to achieve this and to ensure that any unexplained or transient
phenomena were recorded a data logging facility was developed. The main
functions of this facility are:

- The logging of internal SPCS parameters.
- The tuning of algorithm gains.
- The production of performance figures.

The facility was implemented using a uVAx computer connected via an
RS422 link to the SPCS display processor. The display processor was then
able to access the main SPCS database and supply the required parameters to
the logging computer. The parameters to be logged can be selected from the
logging computer and this selection passed to the SPCS, thus only selected
parameters are passed down the data link.

Several parameters can also be logged from the port and starboard
Machinery control and surveillance systems.

The data available to the logging facility are algorithm gains and
limits, .controller outputs, filter and navaid data, as well as SPCS mode and
thruster information. Over three hundred different parameters are available
for monitoring or tuning, of which any 100 can be logged at one time.

This facility is also used during system integration and test to log
system parameters in order to troubleshoot faults when connected to a system
on the test facility. The performance monitor is used to provide performance
figures during factory acceptance tests.

Algorithm tuning is required to adjust the performance of the algorithms
on board the vessel to give the desired performance. Thus the effect of
inaccuracies in the simulation database can be minimised. Prior to sea
trials the effect of algorithm tuning was tested on the simulation. Maximum
and minimum safe levels for each gain were determined using the simulation.
Thus the tuning of algorithms could be undertaken without affecting the
system stability.

Once a parameter has been selected for display the facility can log it
to a disk file for processing at a later date. This data can then be post
plotted to give a permanent record of any trial or manceuvre. An example of
the plotted data is given in Figures 5 to 7. Figure 5 shows the vessel path
during the logging period. The vessel position is plotted at regular
intervals to indicate the vessel heading and at a scale that will not obscure
the path. Figures 6 and 7 shov various SPCS parameters throughout the
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logging period, thus enabling different parameters to be compared with each
other at any time during the trial.

The output of each term of each three term controller can be examined to
analyse the controller performance and give a guide to any tuning required.

6. HARBOUR ACCEPTANCE TRIALS/LINKING

The Harbour Acceptance irial (HAT) and linking trials to various ship
systems were carried out during the setting to work period. The purpose of
these trials were to prove the functionality of the interfaces to other ships
equipment and to ensure that the SPCS had been correctly installed prior to
going to sea.

Due to the dynamic nature of the SPCS it was not possible to fully test
the system with the vessel tied up alongside a harbour wall.

7. PRE_SEA ACCEPTANCE TRIALS

Prior to the formal Sea Acceptance Trials (SATs) a period of setting to
work and tuning at sea was made available and was referred to as the Pre SATS
period. The aims of this period were to test each mode to ensure correct
functionality; to gather data about the real ship to compare with the
simulation models; to carry out tuning of the algorithms if required; to
dynamically test the system; and to enable ships staff to familiarise
themselves with the system prior to handover.

The Pre SATs period was split into several sections as determined by the
ship part 4 trial programme. The first week took place off Portland in
November 1989, and was characterised by extremes of environment. The first
day was absolute calm followed by three days of gales. Howvever the trials
vere a success with all modes functioned and the logging system proven.

The autopilot proved to work satisfactorily and the manual joystick in
both local and remote modes was proved. Track keeping was tested and
functioned correctly despite the very high winds; Hover testing was more
limited as only the PCM mode could be used in the environment encountered.

Figures 5 to 7 show the results of a track keeping trial from the Pre
SATs period. The vessel follows tracks of 170, 270,345, and 15 degrees.
Pigure 5 shows the vessel manoeuvring around the required track as well as
plot information. Figure 6 shows various vessel parameters including wind
and tide speed and direction. Figure 7 shows some of the track keeping
parameters that were logged including track speed and direction.

A few minor interface problems were discovered during this week in both
SPCS and ships interfaces and these were corrected prior to the second week
vhen it was intended to fully test the Hover and Track keeping modes. These
modes have to function correctly with and without the hunt sonar deployed and
these tests were carried out off Rosyth in April 1990.

One of the objectives of the Pre SATs was to gather as much data as

possible regarding the system and vessel performance. When a trial has been
conducted satisfactorily it can then be rerun on the simulation in order to
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validate the simulation. Once the simulation has been shown to be accurate
or any differences explained; the extensive simulation results become an
accurate system performance definition, and future operational problems or
changes can be tested against the simulation.

8.  SEA ACCEPTANCE TRIALS

The purpose of conducting Sea Acceptance Trials (SATs) is to show that
the system meets the customer requirements, and to demonstrate all modes of
operation.

The system will be demonstrated by VIC to the shipbuilder and the
Ministry of Defence at the same time. The total time allocated to the trials
is four days of sea time. Due to the dynamic nature of the system and its
inter-reaction with the the environment testing will be limited to that
achievable in a few days. Hence no attempt will be made to conduct trials in
different combinations of wind and tide, and the simulation results will be
used to give more extensive results.

The SATs will include demonstrations of each control mode. Minehunting
modes, track keeping and hover will be demonstrated with and without the
sonar deployed. Performance figures will be calculated by the data logger
computer with independent checking of navaid accuracy. The SATs are
scheduled for completion in April 1990.

9.  CONCLUSIONS

During system development several areas have been found where
improvements can be made to enhance performance and it is hoped that these
can be included in the near future. Work is also under-way to look at
developing the algorithms for use on other similar vessels.

The SPCS has now been fully tested by the shipbuilder, and has proved
its ruggedness and suitability for the harsh environment in which it will be
required to operate.

The usefulness of extensive simulation work in the design and analysis
stages of a project such as this has been proved. Without the ability to
test algorithm design against a computer simulation the production of a
wvorking system would have been almost impossible. The total non-customer
acceptance testing at sea for the SPCS system was eleven days during which
the vessel was not always exclusively available for VIC use.

The inclusion of a fully automatic ship control system should greatly
improve the overall minehunting effectiveness of the vessel; due to good
predictable performance over a wvide range of environments with minimal
operator involvement.
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THE DBSIGN, DEVELOPMENT AND IMPLEMENTATION
OF AN OPTIMAL GUIDANCE S8YSTEM FOR
SHIPS IN CONFINED WATERS

by R. S. Burns

Department of Mechanical Engineering
Polytechnic South West, Plymouth, U.K.

1. ABSTRACT

This paper describes the design, development and
implementation of a multivariable optimal control system for
the guidance of vessels in confined waters. The work is
part of an overall strategic programme to optimally guide a
ship from port approaches at the start to port approaches at
the completion of a voyage. During the pilotage phase, the
cost function is weighted to minimise track, course and
speed errors, whilst in the oceanic phase, it is weighted to
hinimise fuel and time.

A non-linear, discrete, time-varying ship mathematical
model, validated with results from sea trials is embedded
within an optimal filter which accepts raw data from the
vessel’s navigation instruments and passes best estimates to
the optimal controller.

Results from simulation, model testing and full-scale
sea trials are presented for manoeuvring modes, together
with possible control strategies for open-seaway operation.

2. INTRODUCTION

Automatic guidance of ships has its origin near the
beginning of this century, following the invention of the
gyrocompass. Sperry (1) discussed the problems of automatic
steering in 1922 and in the same year Minorsky (2) presented
the basic theory for directional stability of automatically
steered ships. Ten years later over four hundred of
Sperry’s autopilots had been installed on merchant ships
throughout the world. Traditionally, ship autopilots are
single-input, single-output systems designed to control the
vessel’s heading. Since proportional control tends to
produce oscillatory response, and integral control is
required to reduce errors due to environmental disturbances
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such as wind and waves, conventional autopilots use a
proportional, integral and derivative (PID) control law as
described by Bech (3). However, vessel response is
sensitive to control parameter settings and more recent ship
controllers are based upon the pioneer work of Honderd and
Winkelman (4) in 1971 and Astrom and Wittenmark (5) in 1973,
and employ adaptive algorithms to implement self-tuning
autopilots.

The fundamental problem with existing ship autopilot
control systems is that they are single dimensional,
controlling one parameter only, whereas by its very nature a
ship is a multidimensional system with many inputs, and many
outputs that require to be controlled simultaneously.

By the use of multivariable system theory it is
possible to describe the motion of a ship in several degrees
of freedom. This enables the formulation of an optimal
control policy that can view the global problem, and so
minimise the errors in controlled variables according to
some predefined order of priority. Expressed in another
way, an optimal control system will seek to maximise the
return from the system for a minimum cost.

Stochastic optimal control theory employs the
separation principle to reduce a given optimisation problem
into two subsequent problems whose solutions are known,
namely an optimal filter in cascade with a deterministic
controller. If a multivariable ship model has been
identified, then the ship guidance problem can be expressed
as shown in Figure 1.

disturbances w noise V QAA—
X MEASUREMENT §__
SHIP . process |

IDENTIFICATION |
PROCESS |

|

u AB U
OPTIMAL OPTIMAL
CONTROLLER =1 FILTER

desired state r fj
Figure 1. The Ship Guidance Problem
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3. SHIP MATHEMATICAL MODEL

The Fuler equations of motion in surge, sway and yaw
are required for manceuvring in confined waters (6), whereas
the equations of pitch and heave are important in an open
seaway (7). Since roll does not contribute significantly to

added resistance, it has not been included. The equations
for a five degree of freedom model are given belcw:

Surge Equation
4 - = Y 2 k] 2
mu + mgw nrv Xgu + X, (utug) + Xyyue + Xygyguuo + XyvV
2 2 2 2 2
+ Xppr® + X5 800 + X" + Xypunp + Xppnp® + Xyala + Xzz2
2
+ Xgg0 (1)

Sway Equation

MY 4+ mur = YgV + Yy (Vevg) + YET 4 Ypr + YpnZa 4 Youuvd

+ Y 2 2 2

rvvEVe + Y nabp + Yongesn©p 83p + Yyy8av? + Yyava (2)
Heave Equation

m(w-qu) = Zgw + W + Z,2 + Zg0 + zqq + zﬂﬂ + cha (3)
Yaw Equatjon

I,r = Ngv + Ny(V4vg) +NAr + Nppn2p o Nygyvs + Npr

2 2
+ NpyyIve + Nppnpby + Nnnsssnzl\ssA + Nyyyav? + Nyavay  (4)
Pitch Equation
L .'
Iyq = MgQ + MgQ + Myl + Mz + Mgw + M8 + M.y (5)
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Steering Gear

. l l
5p = Tg 8p - TR 65 (6)

Main Engine

. 1 1
np = TNnD - TNnA (7)

The fin dynamics are not taken into account. Equations
(1) to (7) can be arranged in the state matrix vector form:

i(t) = F(t)x(t) + G (t)u(t) + Gp(t)w(t) (8)
where,

xT = (fpanaxuyvyrzwiq) (9)
ul = (§p np ) (10)
wl = (ug vg uy vy ) (11)

The corresponding discrete solution is:
X((K+1)T) = A(T,KT)X(KT) + B(T,KT)u(KT)
+ C(T,KT)w(KT) (12)
4. CONTROL LAW

The quadratic performance criterion for an optimal
tracking system is:

t

J = {(x-r)T @ (x-r) + uT R u) at (13)
%
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and R are diagonal matrices and the values of the
individual elements reflect the importance of the parameters
being controlled.

In a track-keeping situation for example, elements gfs
and qgg (that relate to y and v) are required to be heavily
weighted so that the majority of the control effort is
expended in reducing cross~track error. When steaming in an
open seaway however, elements q 4, dgg and dy; 33 (that
relate to forward speed, heave and pitch) should be
emphasised for fuel economy.

It can be shown (8) that constrained functional
minimisation yields the matrix Riccati equations:

W=-WF-Flw-0g+WaeRrR1acTwW (14)

from which the optimal control law becomes:

Uope = -R°1 6T W (x-1) (15)
or,
Ut = 8(x-r) (16)

where the feedback matrix is
8=-r"1aTw (17)

5. COMPUTER SIMULATION

5.1 Simulation in Port Approaches

The study vessel used in the sinulation was a 150 m
long car ferry of displacement 14,400 tonnes. Linear and
non~linear hydrodynamic coefficients were obtained from
towing tank tests on a 3.4 m long model of the ferry,
conducted at the National Physical Laboratories, Teddington,
and values substituted into equations (1), (2) and (4).

Figure 2 shows a simulated approach of the ferry into

the Port of Plymouth at a forward speed of 7.717 m/s (15
knots) with no wind or tidal disturbance effects. The
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controller parameters are set to provide the following
emphasis:

a) track control,

b) course control,

c) speed control.

As a result, at each way-point the vessel pulls quickly
onto the new track, but in doing so incurs errors in both
course and speed.

In Figure 3, the vessel approach speed is 5 knots 2.572

m/s (5 knots) and it is being subjected to a force 8 wind
and 2 knot tidal stream both from a south-westerly

direction. It can be seen here that the vessel @s being
dragged off track although maximum control effort is being
applied. This indicates the 1limiting condition of safe
operation of the control system.

5.2 Simulation in a Seaway

When a vessel is moving in a seaway its increased
motion, particularly in pitch and heave, produces additional
resistance and hence a loss in forward speed.

Figure 4 shows the response of the study vessel to a
Pierson Moskowitz sea spectrum for a significant wave height
of 4.573 m (15 feet). As a result of pitch and heave motion
the forward speed of the vessel reduces from the initial
7.717 m/s calm water value to 5.8 m/s.

If bow and stern control fins are fitted to the vessel,
it is possible to adjust the control action by computing a
feedback matrix with reduced emphasis on track control, but
increased weighting on pitch and heave. Figure 5
illustrates the effect of such control action for the same
sea-state, where it can be seen that the pitch and heave are
significantly reduced and here the final forward speed is
6.75 m/s. This represents a fuel saving of 24.7% based on
pover requirements.
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6. MODEL TESTS

Prior to full-scale sea trials, the guidance system was
tested on a free-sailing 3.4 m long car ferry model (the
same vessel that was used to evaluate hydrodynamic
coefficients).

The vessel was fitted with a computer which had the
optimal control and filter software installed. An inertial
navigation system consisting of 3 accelerometers, 3 rate-
gyros and one heading gyro was employed to measure state
variables. Main engines and rudder were driven by servo-
systems that could be either under computer or radio
control. Figure 6 shows a typical set of raw measurements
taken from the instruments.

. P fa
Dist — b '.
(m)

L
T

Surge
Accelf

Sway
Accel.

Heave
Accel.

Cal.

Pitch
Rate

Yaw
Pate

Foll
Rate

o 20 w0 60 80 100 110 120

Time (seconds)
Figure 6. Raw Data taken from Inertial Instruments
on Model Car Ferry.

In Figure 7 the model is placed initially 5 m off-track
and is required (a) to lock onto the present track and (b)
to lock onto a 90 degree track. Both filtered measurements
and simulation results are displayed and it can be seen that
the system anticipates the way-point to prevent transient
overshoot. Figure 8 shows unfiltered, filtered and
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Figure 8. Simulated, Unfiltered and Filtered Measurements:

Free-Sailing Tests of Model Car Ferry.
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simulated measurements of course angle, yaw-rate and lateral
speed. In the latter case, the integration drift of the
unfiltered measurement can be seen.

7. SEA TRIALS

The guidance system was fitted on to an 11 m long twin-
hulled vessel and tested in the approaches to the Port of
Plymouth. The mathematical model of the vessel was obtained
from a series of manoeuvring trials.

The navigation instruments consisted of Decca for
position fixing, log and flux-gate compass. Overall
positional accuracy was monitored by Trisponder, installed
on the vessel for hydrographic surveying purposes. All
measurement signals were sent to a dedicated microprocessor,
which relayed the information to the main guidance computer.
Measurements were taken every 1.5 seconds, during which
period the optimal filter and control calculations took
place, resulting in demanded rudder and engine speed data
being conveyed to the electro-hydraulic steering gear and
also to a linear positional servo attached to the engine
control mechanism.

Figure 9 shows a section of the cross-track error as
the ship is guided into Plymouth. Initially the vessel is
20 m off track, but quickly locks on, to 1lie generally
within 5 m of the desired position.
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Figure 9. Cross-Track Error: Full-Scale Sea Trials.
8. CONCLUSIONS

In designing a ship quidance system, the overriding aim
is to improve safety at sea. As increased reliance is
placed upon automatic systems it is essential that they
maintain high integrity at all times. It is also important
to keep the ship’s master informed as to what events are
taking place so that he is always in a position to override
the automatic system in the case of failure, or when he
deems it necessary to do so.

The developments described in this paper form part of
the overall general trend to increase automation at sea.
There is a move to implement vessel Traffic Systems in all
major ports. Such systems will rely on advanced
surveillance and communication techniques, which together
with shipborne automatic guidance systems will increase
efficiency of port operation and at the same time improve
safety levels.
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NOMENCLATURE
Matrijces and Vectors

A Discrete state transition matrix.

B Discrete control matrix.

c Discrete disturbance matrix.

b 4 Continuous time system matrix.

G.,6p Continuous time forcing matrices.

Q State error weighting matrix.

R control weighting matrix.

r Desired state vector.

8 Feedback gain matrix.

u Control vector.

Uopt optimal control vector.

v Noise vector.

w Riccati matrix.

v Disturbance vector.

x Ship related state vector.

x Best estimate of ship related state vector.

Scalar Symbols

Iy Ship moment of inertia about y axis

Iz Ship moment of inertia about z axis.
Integer counter.

m Ship mass.

np,np Actual and demanded engine speeds.
Pitch-rate.

811...q12 12 Elements of state error weighting matrix.

r Yaw rate.

r11,¥12:T13 Elements of control weighting matrix.

t Continuous time.

T Sampling time interval.

Th,TR Time constants for main engines and rudder.

u,us,u, Forward velocity of ship, current and air.

V/VarVa Lateral velocity of ship, current and air.

X,¥,2 Ship related cartesian coordinate system.

w Z-direction velocity.

X,¥,2,M,N Hydrodynamic coefficients.

$a.8p Actual and demanded rudder angles.

Ca Significant wave height.

¥ Heading of ship.

8 Pitch angle.

B Fin angle.

REFERENCES

(1) E. Sperry, "Automatic Steering", Trans SNAME,

3.400




(2) N. Minorsky, "Directional Stability of
Automatically Steered Bodies", Journal of American Society
of Naval Engineers, 1922.

(3) M. I. Bech, "Some Aspects of the Stability of
Automatic Course Control of Ships", Journal of Mechanical
Engineering Science, Vol. 14, No. 7, 1972, pp 123-131.

(4) G. Honderd and J. E. W. Winkleman, "An Adaptive
Autopilot for Ships", Third Ship Control Symposium, Bath,
Sept. 1971.

(5) K. J. Astrom and B. Wittenmark, "On Self-Tuning
Regulators", Automatica, Vol. 9, 1973, pp. 185-199.

(6) R. S. Burns, M. J. Dove, T. H. Bouncer, and C. T.
Stockel, "A Discrete Time Varying, Non-Linear Mathematical
Model for the Simulation of Ship Manoeuvres", First
Intercontinental Maritime Simulation Symposium and
Mathematical Modelling Workshop, Munich, West Germany, June,
1985.

(7) R. S. Burns, "Simulation of the Manoeuvring and
Powering Characteristics of Marine Vehicles in Calm Water
and in a Seaway", Proc. of the Society for Computer

Simulation Multiconference on Simulators VI, Tampa, Florida,
U.S.A. March, 1989.

(8) R. S. Burns, "Application of the Riccati Equation
in Control and Guidance of Marine Vehicles", Proc. of IFAC
Workshop on the Riccati Equation in Control, Systems and
Signals, Como, Italy, June, 1989.

3.401




