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Abstract: A flapping wing micro air vehicle (FWMAV) demands high lift and thrust generation for
a desired payload. In view of this, the present work focuses on a novel way of enhancing the lift
characteristics through integrating check-valves in the flapping wing membrane. Modal analysis
and static analysis are performed to determine the natural frequency and deformation of the check-
valve. Based on the inference, the check-valve opens and closes during the upstroke flapping and
downstroke flapping, respectively. Wind tunnel experiments were conducted by considering the two
cases of wing design, i.e., with and without a check-valve for various driving voltages, wind speeds
and different inclined angles. A 20 cm-wingspan polyethylene terephthalate (PET) membrane wing
with two check-valves, composed of central disc-cap with radius of 7.43 mm, supported by three
S-beams, actuated by Evans mechanism to have 90◦ stroke angle, is considered for the 10 gf (gram
force) FWMAV study. The aerodynamic performances, such as lift and net thrust for these two cases,
are evaluated. The experimental result demonstrates that an average lift of 17 gf is generated for the
case where check-valves are attached on the wing membrane to operate at 3.7 V input voltage, 30◦

inclined angle and 1.5 m/s wind speed. It is inferred that sufficient aerodynamic benefit with 68% of
higher lift is attained for the wing membrane incorporated with check-valve.

Keywords: check-valve; flapping wing; high lift device

1. Introduction

Through the research of more than two decades, flapping wing micro air vehicles
(FWMAVs) made recently great progress by the control of the tailless configuration. The
“Delfly Nimble” [1] and the “KU Beetle” [2] are two successful examples that could perform
hovering flight and some distinguished maneuvers. However, based on the flapping wing
design improvement by the conventional wind tunnel testing, the forward flight and
the level cruising of FWMAVs are still the most primary forms of flapping flight under
investigation [3–5]. How to reduce the air drag and flight power during cruising, so as to
achieve long-term flight endurance, are crucial to the development of FWMAVs [6,7].

Observed from the downstroke and upstroke motions of a full flapping cycle, most
of the researchers performed lift enhancement during the downstroke period. There are
several ways for lift improvement; for instance, by increasing the wing foil thickness
and the camber [8], by adding wing corrugation [9], by enlarging the stroke angle [10],
using wing rotation mechanisms [11], using morphing wings [12–14], by changing the
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wing materials [15–17], or by adjusting the wing stiffness along the chord-wise/span-wise
direction [18]. Not many studies have been performed for the enhancement of lift through
mimicking feathers [19–25] in the upstroke. The adaptive flight control of Caltech’s Micro-
bat by using check valves [23], the Festo’s BionicSwift using of aerodynamic feathers similar
to overlapping shingles on the roof [26,27], and the ventilated design [22] are the prominent
research works in lift enhancement. Compared to the Caltech’s Mircobat, the wingspan and
body mass of Festo’s Bionic Swift and the ventilated design [22,27] is much larger. Based
on the more familiar understanding of the 20 cm-span FWMAVs [28–30], herein we would
like to qualitatively address the validity of the lift enhancement mechanism in Figure 1.
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Figure 1. Illustration of check-valve closing and opening on the wing surface: (a) Check-valve closing during downstroke; 
(b) check-valve opening during upstroke; (c) expected lift wave form without check-valves; (d) expected lift wave form 
with check-valves. 

Figure 1a,b illustrate the closing and opening of the check-valve during the down-
stroke and upstroke, respectively. The valve-opening action can effectively reduce the 
magnitude of the negative lift since its pin-hole opening spoils both the completeness of 
the wing and smoothness of the air flow. On the other hand, it also shows that the closing 
of check-valve during the downstroke completely restores the wing contour. It ensures 
that the positive lift is similar to the plain membrane wing without valves. The expected 
lift waveforms are shown in Figure 1c,d. In Figure 1d, dash line is the reference line shown 
in order to compare the region where the magnitude of the negative lift of the closed 
check-valve is reduced to a solid line waveform of the open check-valve case. It is evident 
that the proper opening and closing of the check-valves can enhance the average lift dur-
ing flapping. However, there are still open issues with reference to the design of check-
valves for FWMAVs. The following are limitations in comparing to the existing study [23]. 

Problem (i): There seems to be no baseline for the size and number of four serpentine 
(S) arms of the check-valves. Number 4 is not a prime number; thus, resonance may be 
present in this design. 

Figure 1. Illustration of check-valve closing and opening on the wing surface: (a) Check-valve closing during downstroke;
(b) check-valve opening during upstroke; (c) expected lift wave form without check-valves; (d) expected lift wave form
with check-valves.

Figure 1a,b illustrate the closing and opening of the check-valve during the down-
stroke and upstroke, respectively. The valve-opening action can effectively reduce the
magnitude of the negative lift since its pin-hole opening spoils both the completeness of
the wing and smoothness of the air flow. On the other hand, it also shows that the closing
of check-valve during the downstroke completely restores the wing contour. It ensures that
the positive lift is similar to the plain membrane wing without valves. The expected lift
waveforms are shown in Figure 1c,d. In Figure 1d, dash line is the reference line shown
in order to compare the region where the magnitude of the negative lift of the closed
check-valve is reduced to a solid line waveform of the open check-valve case. It is evident
that the proper opening and closing of the check-valves can enhance the average lift during
flapping. However, there are still open issues with reference to the design of check-valves
for FWMAVs. The following are limitations in comparing to the existing study [23].

Problem (i): There seems to be no baseline for the size and number of four serpentine
(S) arms of the check-valves. Number 4 is not a prime number; thus, resonance may be
present in this design.

Problem (ii): Other studies fail to describe the dynamic behavior of the check-valves.
Therefore, it is difficult to justify the appropriateness of their design.
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Problem (iii): There are too many check-valves distributed at the leading and trailing
edges of the flapping wing [31,32]. They will induce many unpredictable issues.

To eliminate these stumbling blocks, a modified design and corresponding experimen-
tal studies are conducted. In this work, the check-valve is designed by examining static and
dynamic characteristics using finite element analysis (FEA). Wind tunnel experiments are
conducted by incorporating the check-valves in the flapping wings and the aerodynamic
performance characteristics are measured.

2. Methodology
2.1. Design of Check-Valve

The inspiration of check-valve design comes from observing the functionality of a
feather in ornithology, reducing the negative lift created by ventilation [22,23]. The feather
of the bird acts as a key factor of lift enhancement, and the structure of the feather is
too complex to manufacture using traditional processing methods [33]. In this work, we
adopted the disc-cap shape with three S beams as the main structure of the check-valve,
which is shown in Figure 2a and, hence, the resonance is avoided at the central disc-cap.
The annular ring, shown in Figure 2, is fixed on the lower surface of the membrane wing,
which has its corresponding pin hole or orifice at the central disc-cap. The deformation of
the check-valve during flapping is considered to be a dynamic problem and determining
the transient solution is laborious. However, the static solutions are viable enough to
perform design optimization instead of performing dynamic analysis. Hence, in this work,
finite element analysis is performed for the design of the check-valve, shown in Figure 2b,
which is made of PET membrane.
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Figure 2. (a) Dimension of the check-valve (unit mm); (b) PET disc-cap made by a cutting plotter
Graphtec CE5000-60.

2.2. Frequency Response

In general, the structural dynamics phenomenon is dealt with using the frequency
response [34]. Therefore, there is no gain in dB according to the static solution, and the
dynamic solution of the disc-cap motion can be reasonably approximated by the static
solution of the check-valve disc-cap. The static and modal analyses are performed to
determine the deformation and natural frequencies. The natural frequency at the first mode
is experienced at 18.90 Hz, subjected to a disc-cap radius of 7.43 mm, which is higher than
the flapping frequency 11–14 Hz. The maximum deformation of the disc-cap is designed
to be larger than the actual disc radius, ensuring that the valve is effectively opened to
enhance the aerodynamic lift.

Static analysis is performed through considering the PET material for the flapping
wing membrane and the corresponding mechanical properties are given in Table 1. For
the ANSYS simulation, a 3-layer hexahedral mesh with 247,614 elements and 1.25 million
nodes is considered to construct the finite element mesh. A simulation result, with a
natural frequency of 41.78 Hz, is shown in Figure 3a, subject to a disc-cap radius of
4.95 mm. Figure 3b depicts the static analysis stress distribution, and the maximum stress
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experienced by the valve is 8.72 MPa and the safety factor (=maximum stress/tensile
strength) considered here is 6.3. Table 2 compares the results and significant performance
measures of check-valves with different disc-cap radii. There is no natural frequency value
for the plain wing as there is not a check-valve attached to it. The natural frequency of
the 12 check-valves is high because the size of the radius is smaller than the 2 check-valve
cases. The higher natural frequency of the 12 check-valves is reasonably calculated by
considering only one check-valve out of 12, which is 0.1 g for each, lighter than the 2-valve
case (Table 2, second column). However, the maximum flapping frequency in the fourth
column was measured from the whole behavior of wing flapping. It was smaller (6 Hz) in
the heavier 12-valve case and larger (14 Hz) in the lighter 2-valve case due to the different
weight loading.
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Table 1. Material selection (PET) of check-valves (https://designerdata.nl/materials/plastics/
thermo-plastics/polyethylene-terephthalate?cookie=YES (accessed on 26 March 2021)).

Property Value Unit

Density 1250 kg/m3

Young’s modulus 2000 MPa
Poisson’s ratio 0.37

Tensile strength 55 MPa

Table 2. The performance comparison of devices with different disc-cap radii of check-valves.

Type of Wings with
Disc-Cap Radii

(mm)

Total No. of
Check-Valves on
Wing (and Wing

Mass)

First Natural
Frequency of

Check-Valve (Hz)

Maximum Flapping
Frequency

Plain wing 0 (0.62 g) - 18
4.95 12 (1.2 g) 41.78 6
7.43 2 (0.68 g) 18.90 14

2.3. Integration of Check-Valve on the Flapping Wing

The integration of several check-valves on the leading and trailing edges of the wing
membrane induces unpredictable aerodynamic phenomena [32]. The multiple and single-
pair check-valve arrangements are made of 20 cm-span Evans mechanism-driven FWMAVs,
as shown in Figure 4. The arrangement of the single pair of check-valves is modified based
on the observation through high-speed photography and the instantaneous position of the
central disc-cap, which is shown in Figure 5.

https://designerdata.nl/materials/plastics/thermo-plastics/polyethylene-terephthalate?cookie=YES
https://designerdata.nl/materials/plastics/thermo-plastics/polyethylene-terephthalate?cookie=YES
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connected to a power supply unit. Figure 5a shows the valve opening at the beginning of 
the upstroke flapping motion and confirms the functional aspects of the designed check-
valve. Figure 5b shows that the central disc-cap deforms (7.39 mm) far away from the hole. 
Lastly, when the wing starts moving in a downstroke motion, the check-valve is closed, 
as shown in Figure 5c.  
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surrounding air flow pattern of the check-valve; more so than in the case of the 4.95 mm 
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the flapping wing. The drawback of a multiple (×12) check-valve design is that it weighs 
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enhancement, which can lower the effective lift values. To understand the applicability of 
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are identified.  

Figure 4. FWMAVs with PET wings made by a cutting plotter Graphtec CE5000-60: (a) 12 check-valve drawing; (b) 2
check-valve drawing; (c) multiple (×12) check-valves with disc-cap radius of 4.95 mm; (d) single-pair of check-valves with
disc-cap radius of 7.43 mm on a wing.

2.4. High Speed Photography

In order to visualize the motion of the check-valves, an infallible method of identifica-
tion was performed by using a high-speed camera with the capability to capture images at
1000 frames per second. The flapping wing is activated using a DC motor, which is con-
nected to a power supply unit. Figure 5a shows the valve opening at the beginning of the
upstroke flapping motion and confirms the functional aspects of the designed check-valve.
Figure 5b shows that the central disc-cap deforms (7.39 mm) far away from the hole. Lastly,
when the wing starts moving in a downstroke motion, the check-valve is closed, as shown
in Figure 5c.

Though both valve designs, given in Table 2, have larger natural frequencies (41.78 Hz
for the 4.95 mm disc-cap and 18.90 Hz for the 7.43 mm disc-cap) than the flapping frequency
(11–14 Hz for applying different driving voltages), the maximum deformation of the disc-
cap has to be verified by performing the experiment. It is observed that the deformation
mark in Figure 5b for the disc-cap radius of 7.43 mm is able to influence the surrounding
air flow pattern of the check-valve; more so than in the case of the 4.95 mm disc-cap.

From the above results, it is found that a single-pair valve with a 7.43 mm disc-cap
provided better performance than the multiple twelve valves with 4.95 mm disc-caps on
the flapping wing. The drawback of a multiple (×12) check-valve design is that it weighs
more than the single-pair check-valve, as demonstrated in Table 2, and it worsens the lift
enhancement, which can lower the effective lift values. To understand the applicability of
flapping wings with a check-valve, the valve-switching mechanism is modified, and the
corresponding flow field changes from the wing posture using high-speed photography
are identified.
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2.5. Wind Tunnel Experiment

As the result of natural frequency, wind tunnel experiments can provide tangible proof
of the efficiency of valves; however, more evidence is needed to validate the hypothesis
about the effectiveness of the check-valve. Though the result of frequency is satisfied, it is
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difficult to quantify the contribution in enhancing the lift by incorporating the check-valve.
The wind tunnel experiment, to measure the lift and net thrust, can be a useful indicator
with respect to flapping motion characteristics. The wind tunnel, shown in Figure 6, has
a contraction ratio of 6.25 with a test section of 30 cm × 30 cm × 100 cm [3,9,28–30]. The
wind tunnel experiment was conducted for the two cases with and without check-valves
of FWMAV. The following are the testing conditions considered for the present study:

• Wind speed: 0.5–3.0 m/s;
• Driving voltage: 3.0 V, 3.4 V and 3.7 V;
• Inclined angle of the FWMAV: 20◦, 30◦, 50◦, 60◦ and 70◦.
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3. Results
3.1. Instantaneous Lift Wave Forms and the Averaged Aerodynamic Forces

The lift data, measured for these two cases with and without check valves, are depicted
in Figure 7. The lift waveforms correspond to the flapping wing at an inclined angle of
30◦ for a 3.7 V driving voltage. It is observed from these plots that the original negative
lift parts, shown in Figure 7(a1,b1,c1), are shifted positively, shown in Figure 7(a2,b2,c2),
using the check-valve action, which is similar to the lift enhancement principle alluded
to in the expected lift waveforms shown in Figure 1. The wind tunnel data are processed
in MATLAB software using an LPF (low pass filter) with a noise cut-off frequency of
30 Hz. However, only one set of lift waveforms in Figure 7 is not sufficient to evaluate
the overall lift enhancement of the check-valve action. We collected full data of lift and
net thrust, according to different testing conditions, and obtained their average values.
Figure 8 (without check-valve) and Figure 9 (with check-valve) are plotted by considering
the time-average of more than 100 flapping cycles for each data point [3,4].

The lift data are plotted in the left column of Figures 8 and 9, whereas the thrust data,
shown in the right column of Figures 8 and 9, are actually termed as the net thrust, which
is defined as the thrust subtracting the air drag. From the graph plotted, we can see that
the lift values increase and the net thrust values decrease with the increase in wind speed.
The lift and net thrust are output from the 6-axis force gauge of the wind tunnel facility,
shown in Figure 6. Wind tunnel data provide a reference of predicting the aerodynamic lift
of MAVs on the ground. The maximum values, shown in Figures 8 and 9, may not be used
in actual steady flight or the cruising state. Whether the lift is being used or not depends
on the corresponding net thrust value (restated, net thrust = thrust minus drag.) We often
select the data points with zero net thrust to determine the cruising conditions of the
FWMAV. Under these conditions, the thrust is equal to air drag and no more acceleration is
applied to the FWMAV. The FWMAV will keep flying at a constant cruising speed.
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In addition, there is a non-linear hysteresis between the driving voltage and the
flapping frequency for the FWMAV [35]. As regards acquiring flapping control, we adopted
conditions of driving voltage and the flapping frequency that are accordingly expressed
within a range. (The flapping frequency could be reversely obtained with the time-changing
signals of lift or thrust.) Thus, the corresponding flapping frequency is not mentioned in
the paper.
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3.2. Identification of Cruising Condition

The following section describes the procedure used to determine the cruising condition:

• Select a curve in Figure 8 or Figure 9 with respect to the specific driving voltage and
inclined angle;

• Identify the cruising speed by observing the intercepted point with zero net thrust on
the net thrust diagram (marked with F or F);

• Find the corresponding cruising lift from the identified condition on the lift diagram
(marked with F or F).

Table 3 shows the cruising speed and cruising lift values with respect to different
driving voltages, various inclined angles for both with and without check valve cases that
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are for all cruising conditions derived from the aerodynamic data shown in Figures 8 and 9.
In the third and fourth column of Table 3, sometimes neither cruising speed nor lift
corresponding to the zero net thrust are visible; or, the deduced cruising lift is too small
(<10 gf) to support the body weight of the FWMAV (“cannot fly”.) We prepared a remark
column which mentions they cannot fly, all negative net thrust, improper trend, and all
positive net thrust conditions. The reasons for failure in cruising condition selection are
clarified as follows:
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Figure 8. The lift and net thrust, subject to the wing without check-valves, for various driving voltages: (a) 3.0 V; (b) 3.4 V;
(c) 3.7 V.
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• Improper trend: In the cases of 3.4 V-30◦ and V-60◦, and 3.7 V-50◦ for the check-valve,
the net thrust increases with the increase in wind speed. However, this trend is
irrational because, in general, drag increases with wind speed. Hence, the cruising
condition is not found.

• All negative (−) net thrust: In the case of 3.0 V-70◦ without a check-valve, the net
thrust data are all negative. Therefore, neither the intercept of zero net thrust nor the
cruising condition can be found. A similar issue also occurs in the case of 3.4 V-20◦

with the check-valve.
• All positive (+) net thrust: In the case of 3.4 V-70◦ with a check-valve, the net thrust

data are all positive. Therefore, neither the intercept of zero net thrust nor the cruising
condition can be found.
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Finally, we identified that, for the case of (3.0 V-30◦-1.6 m/s), the check-valve case
generates 14 gf lift, which is 27% higher than the 11gf lift of the membrane wing without
a check-valve. In addition, for the case of (3.7 V-30◦-1.5~1.75 m/s), the check-valve case
generates 17 gf lift, which is 68% higher than the 10.1 gf lift of the membrane wing without
a check-valve. The corresponding 2D quasi steady COMSOL flow simulation is shown
in Figure 10 with a freestream flow speed of 1.6 m/s, a flapping frequency of 14 Hz and
a stroke angle of 90◦ (the total incident velocity is 4.68 m/s). The computational fluid
dynamics (CFD) are conducted and the velocity vectors over the airfoil for the inclined
angle of 30◦ (Figure 10a,b) and inclined angle of 90◦ during the upstroke (Figure 10c)
are depicted.

Table 3. The speed and lift during different cruising conditions (red and blue highlighted words are marked for comparison
of without check-valve and with check-valve cases for acceptable lift values).

Driving Voltage
(V)

Inclined Angle of
the Fuselage (◦)

Cruising Speed
(m/s) Cruising Lift (gf) Check-Valves? Remark

3 20 1.6 4.2 No Cannot fly
3 30 1.6 11 No
3 50 0.5 0.3 No Cannot fly
3 60 0.75 5.6 No Cannot fly
3 70 - - No All “-” net thrust

3.4 20 1.7 9.1 No Cannot fly
3.4 30 1.79 9 No Cannot fly
3.4 50 0.9 5.8 No Cannot fly
3.4 60 0.6 3.9 No Cannot fly
3.4 70 0.6 3.5 No Cannot fly
3.7 20 1.65 7.8 No Cannot fly
3.7 30 1.75 10.1 No
3.7 50 0.9 6 No Cannot fly
3.7 60 0.6 5.8 No Cannot fly
3.7 70 0.5 4.1 No Cannot fly
3 20 2.2 11 Yes
3 30 1.6 14 Yes
3 50 1.3 3 Yes Cannot fly
3 60 1.3 5.1 Yes Cannot fly
3 70 0.75 2 Yes Cannot fly

3.4 20 - - Yes All “-” net thrust
3.4 30 2.4 21 Yes Improper trend
3.4 50 0.6 7.5 Yes Cannot fly
3.4 60 0.85 11 Yes Improper trend
3.4 70 - - Yes All “+” net thrust
3.7 20 2.6 17.5 Yes Improper trend
3.7 30 1.5 17 Yes
3.7 50 1.5 19 Yes Improper trend
3.7 60 1.2 17 Yes
3.7 70 0.9 6 Yes Cannot fly
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Figure 10. A 2D quasi steady COMSOL flow simulation of flapping wings according to the 30◦ inclined fuselage, and with
an upstream velocity of 1.6 m/s and flapping frequency of 14 Hz (the total incident velocity is 4.68 m/s): (a) flow field of
wing membrane with check-valve closing during downstroke, producing a lift of 9.83 gf; (b) flow field of wing membrane
with check-valve opening during upstroke, producing a lift of −4.43 gf; (c) flow field of 90◦-inclined wing membrane with
check-valve opening during upstroke, producing a lift of 3.15 gf.

4. Discussion

The following are the major observations and questions which arose from the experi-
mental data:

1. It is evident from the lift waveform that the lift during upstroke presents a positive
small value, rather than a negative small value, as shown in Figure 7(a2,b2,c2).

2. At low inclined angles, the average lift and net thrust data of the wind tunnel data,
observed in Figures 8 and 9, are unclear with high inclined angles.

3. The average lift and net thrust data of the wind tunnel data, shown in Figures 8 and 9,
fluctuate greatly, especially under high wind speeds.

4. With massive wind tunnel data points and test conditions, only a few cruising condi-
tions have better lift gain performance, as shown in Table 3.

5. The small size of the check-valve may not be suitable for smaller flapping wings, as
shown in Figure 4a.

4.1. The Driving Force for Opening the Check-Valve

The check-valve is passive and it need not require external power for opening. In
the conceptual design stage, shown in Figure 11a,b, it was initially considered to be the
aerodynamic pressure difference that pushed the valve disc-cap open. The direction of air
flowing through the valve is designed to flow from the central orifice to the outside of the
valve disc-cap, and it opens in during the upstroke period. For this reason, the valve is
positioned upside down on the back of the wing membrane, and the inlet air flows from
top to bottom during the upstroke. Hence, the valve disc-cap is pushed (open) to adjust
the lift. In addition, the valve disc-cap is attached upside down; the assistance of gravity
helps with valve opening.
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Figure 11. Concept design about the airflows on flapping wing surfaces with check valves: (a) air flow on the wing
membrane with check-valve closing during downstroke, generating apparent positive lift; (b) flow separation due to check-
valve opening during upstroke of an inclined wing, producing less negative lift; (c) flow separation due to check-valve
opening during upstroke of a vertical wing, producing less positive lift.

The following are the major observations during valve opening: (1) during the up-
stroke of the flapping wing, the horizontal free stream and the vertical downward airflow,
due to flapping, are combined into a total incident velocity, which blows obliquely down-
ward from the head top and it stops flowing in a purely vertical direction; (2) considering
the inclined angle of the wing membrane during the upstroke, the inclined angle of the
fuselage during the downstroke is no longer effective, but it is instead a nearly vertical
pull-up movement. This can be also verified by high-speed photography. Combining the
above two considerations (1) and (2), the position of the valve disc-cap is no longer facing
back to the inlet airflow, but instead facing forward to the inlet airflow. The direction of the
airflow through the valve in Figure 11b, on the contrary, flows from outside of the valve
disc-cap into the central orifice as shown in Figure 11c. It is opened in accordance with
the time of upstroke. In turn, this causes the leading-edge vortex (LEV) of the wing to be
impacted and broken, reducing the lift value during the upstroke. The flow field is also
changed in Figure 11c. An interesting observation is that it was originally thought that
the lift of the upstroke should be negative, but the instantaneous angle of attack (AOA) of
the wing, relative to the inlet airflow, was positive in Figure 11c. As the LEV intensity is
reduced by the orifice jet, there is only a slight positive value. Due to this phenomenon,
the lift during the upstroke shows a positive trend instead of a negative one, as shown in
Figure 7(a2,b2,c2), which explains the first question.

Due to this, the dominant driving force for opening the check-valve is no longer the
aerodynamic pressure difference, but it is the mass inertia of the valve disc-cap itself. When
the upstroke starts, the majority of the wing moves upward, but the central valve disc-cap
temporarily remains in place due to its mass inertia. The valve is opened until it is largely
deformed and pulled up by three S-shaped support beams, and the upstroke ends. When
it returned to its reset position, the valve was closed.

4.2. The Stability and Applicable Range of the Operation of the Check-Valve

At high wind speed conditions, the drag increases sharply, especially when the up-
stream speed exceeds 2 m/s; the flapping motion is often forced to be interrupted. Regard-
less of whether there is a check-valve or not, when the inclined angle exceeds 50◦, there is
no average lift and net thrust data. This provides an answer to the second question. At a
high inclined angle, coupled with low wind speed, the inertia of the valve disc-cap does
not change much because the high inclined angle of the wing is close to the vertical pull-up
posture at the time of the upstroke. Therefore, it is believed that the valve may not work
smoothly under the conditions of a high inclined angle coupled with low wind speed.

During high wind speed (wind speed exceeding 2 m/s), with an inclined angle of
less than 20◦, the instantaneous AOA will decrease. Due to this, the valve disc-cap will
be directly impacted by the inlet flow and tend to return to the original position, and
also closes the valve. The change in inertia of the valve disc-cap obviously opens the
valve. The valve is generally open or closed, which makes the average lift and net thrust
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data measured by the wind tunnel severely fluctuate. The reliability of the data is also
questioned. This explanation illustrates the third question, which also shows that the
condition of high wind speed coupled with a small inclined angle is not suitable for the
operation of check-valves.

The aforementioned high inclined angle with low wind speed, and the high wind
speed with small inclined angle are not applicable for check-valves. The only remaining
proper application window is the medium wind speed range of 1.5–2.0 m/s and the
inclined angle is close to 30◦. This coincides with the cruising conditions discussed in the
previous section with the largest lift gain (by assigning the net thrust is zero), and it also
helps to clarify the fourth question.

The argument that the check-valve is opened due to inertia means that the radius of
the valve disc-cap should not be too small (considering a 20 cm wingspan as an example,
the disc-cap radius should be around 7 mm). In addition, it is known that the radius of the
central orifice increases or decreases with the radius of the valve disc-cap. If the orifice is
too small, it will also bring about the issue of low Reynolds number flow and high viscous
fluid, so that the orifice cannot be passed through with airflow to affect the LEV and adjust
the lift. The check-valve will completely malfunction. This explanation illustrates the fifth
question. The inertia effect (gravitation) and the CFD are not considered in the previous
modal and static analyses of FEA. If there is a more complete fluid-structure interaction
(FSI) analysis tool in the future, it will fully include the effects from the valve disc-cap
inertia, the aerodynamic lift/net thrust, and the supporting beam structure reaction force
globally. It may be able to obtain a more satisfactory prediction of the simulation design.

Additionally, regarding the worthiness of using check-valve design in the flapping
wings, evaluating the flight power may be necessary. There are several ways to measure the
power consumption of the FWMAV. One is to detect the electrical power, which includes
the flight power, the friction loss of the flapping mechanism and the motor loss. Figuring
out how to separate flight power from the total electrical power consumption requires a
lengthy description. Another means is to measure the air drag and to multiply it with flow
speed to obtain flight power. However, elucidating how to separate the air drag from the
“net thrust” (thrust subtracting air drag) also requires a lengthy description. Due to the
limited pages of this paper, the power assumption issue can be one of the future works of
our check-valve wing designs.

The real time flight testing was performed, which is shown in Figure 12. It was
observed that the FWMAV with check-valves makes a sudden Immelmann turn after
takeoff and generates a high lift value, which is considerably higher than the body weight
of FWMAV. The experimental investigation results using this check-valve wing provides a
good reference for the future design of FWMAVs maneuvering in two significant ways: (1)
to allow for more payloads or batteries on the FWMAV; (2) to decrease the driving voltage
as well as the required power, so as to prolong flight endurance.
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5. Conclusions

The following conclusions are deduced from the experimental studies on the flapping
wings with and without check-valves:

1. The check-valve design with three S-beams, and its size, play important roles in
controlling lift enhancement. The single-pair design of check-valves achieved superior
performance than 12-valves case.

2. Modal analysis predicted the natural frequency of the check-valve with a disc-cap
radius of 7.43 mm as 18.90 Hz, which is larger than the flapping frequency 11–14 Hz.
The obvious deformation of 7.39 mm, comparable to the disc-cap radius, is verified
by high-speed photography.

3. The cruising conditions of the flapping wing are identified from the generated massive
wind tunnel data through observing the zero-net thrusts. During the best cruising
conditions, the flapping wing with check-valves generated 27%~68% higher lift
than the membrane wing without the check-valve. A high-lift maneuver was also
performed due to large lift enhancement by the check-valves.

4. In summary, the results of this study show that the lift enhancement through the
incorporation of check-valve is effective for bird-like MAVs with a wingspan of about
20 cm, rather than insect-like MAVs.
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