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PREFACE

For the proof of the safety and reliability of modern aircraft with respect to the
effects of natural and induced dynamic environments peculiar to military operations
and requirements, numerous dynamic qualification test methods have been established.
It was the purpose of this Specialists’ Meeting

—  To review the state of the art of dynamic qualification techniques and test methods
presently applied for military aircraft and helicopters, particularly when carrying
external stores;

—  To exchange technical information in this field between all AGARD countries;
—  To review the background and intentions of related Military Standards publications;

—~  To try to formulate a common basis for dynamic structural requirements and sub-
stantiation procedures.

The Specialists’ Meeting revealed that considerable progress has been made on this
subject in recent years. Thus a general review is quite overdue. However, the way in which
new findings can be brought together in improved standards remained an open question
and deserves further common activities.

H.FORSCHING

Chairman, Sub-Committee on
Dynamic Environmental
Qualification Techniques
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DEVELOPMENT AND USE OF DYNAMIC QUALIFICATION
STANDARDS FOR AIR FORCE STORES

by

ALAN H. BURKHARD
Combined Environments Test Group
Wright Aeronautical Laboratories
AFWAL/FIEE Wright-Patterson AFB OH 45433

OTTO F. MAURER
Structural Vibration Branch
Wright Aeronautical Laboratories
AFWAL/FIBG Wright-Patterson AFB OH 45433

INTRODUCTION

The Cataloging and Standardization Act, (originally enacted by the U.S. Congress
in 1952), requires the achievement of the highest practicable degree in the standard-
ization of items, materials and engineering practices within the Department of Defense.
This legislation was implemented by the Department through the Defense Standardization
and Specification Program (DSSP) (1] which formed the basis for the procedural process
and application of most of the presently applicable Military Specifications and
Standards. Military Specifications existed before this legislation and its implemen-
tation, however formal procedures were now available for generating, updating and
utilizing these documents.

At this point it may be the time to introduce some definitions of terms as they are
delineated in Reference 1. In this connection, a standard is described as "A document
that established engineering and technical requirements for processes, procedures,
practices and methods that have been adopted as a standard. Standards may also establish
requirements for selection, application and design criteria for material". A specifi-~
cation is delineated as ~- "A document prepared specifically to support acquisition
which clearly and accurately describes the essential technical requirements for pur-
chased material. Procedures necessary to determine that the requirements for the pur~
chased material covered by the specification have been met shall be included”.

The advantages of this standardization are obvious in that it leads to simplifi-
cation of the procurement, development, and production processes by fostering uniformity,
direct comparability, interchangeability of the standardized objects and procedures and
a concomitant reduction in acquisition and maintenance costs. On the other hand,
standardization may lead to stagnation of technological progress if standards are not
continuously revised, updated or replaced or if existing standards are interpreted and
applied in a rigid manner. The latter consideration under certain conditions may even
negate some of the advantages expected from standardization. This {s particularly true
with respect to acceptance and qualification testing. Recognition of this fact has
paved the way in which qualification test standards are now being perceived and utilized.

Traditionally, a procedure or test method contained in a standard was considered
the only way to accomplish the desired test. The test standards were considered the
"Tester's Bible”, If it is in the standard, 1t must be right or there is some valid
reason why it is done this way.

When test standards are viewed in this manner, their procedures become dogmatic.
In this environment, common sense, cost effectiveness, and good engineering practice
are ignored and the consideration of passing the test becomes paramount. The reasons
for, or the technical objective of the test become secondary or are disregarded. The
technical discipline of test engineering becomes pejorated to selecting a curve from a
figure and conducting a test by rote.

This was the climate which still prevailed in the 1960's even though some test
standards contained abrogative statements as for example MIL-STD-810 [2] carried the
following sentence on page one:

"When 1t is known that the equipment will encounter conditions more severe or less
severe than the environmental levels stated herein, the test may be modified by the
equipment specification."”

The obvious question is why did the qualification testing standard evolve in this
manner? To answer this question, the state-of-the-art of test techniques and procedures
has to be considered.

HISTORICAL PERSPECTIVE

Prior to 1940, environmental testing as we know it today was practically non-
existent. With World War IT came the requirement for world wide operations under a
wide variety of environmental conditions. There were few standard procedures for
performing tests and most testing within the Army Alr Corps or its successor the Alr
Force was done at Wright Field, Ohio (now called Wright-Patterson Air Force Base). As
the workload increased, especially for qualification of new equipments, Wright Field
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began to assign tests to industry. Almost immediately, industry laboratories per-~
forming tests in accordance with the multitude of military individual equipment
specifications were faced with varying requirements for the same type test and
inconsistencies in specifying like requirements from one test program to the next [3].

The lack of uniformity in test programs ‘and the lack of knowledgeable and
experienced environmental personnel in industry resulted in a need for the issuance of
written standard test methods. The test methods included in such documents were those
test levels and techniques that seemed to accomplish their intended purpose with the
available test equipments. War time priorities resulted in giving little consideration
if a test level or method was cost effective or caused equipments to be over-designed
for enviroanmental effects.

A prime example is the much assaulted temperature -51% (-65°F). Worldwide weather
does show that the probability of occurrence of surface air temperature below -51 C is
quite low [4]). Likewise, there is historical information accumulated over many years
found in cold weather testing, that If equipment could withstand and operate under
-51°C air temperature, it would be suitable for arctic usage.

The kex thought is suitability for arctic usage. The arctic environment 1is not
always -51"C and at times it can be even colder. Even so it was found that those
equipment that satisfactorily passed a -51°% laboratory test would perform adequately
in the arctic environment. Thus, the requirement for ~51C was stated in military
requirement documents.

Under dates of 14 and 22 March 1943, the Director of Military Requirements stated [5]:

"....in the future all combat aircraft and cargo airplanes, C-60 or larger, for
the Army Air Force (AAF) will be so constructed that all parts thereof will function
normally at all temperatures down to -65 F outside air temperature...the Material
Command would be held responsible that all such aircraft produced would be capable
of operating under extreme conditions of cold temperatures of -65 F..."
thus, -51°% (-65"F) was written into almost every environmental design and test
specificaction.

The institutionalization of this low temperature limit is typical of most environ-
mental test conditions including vibration tests. Technical judgments made under or
during war time conditions were promulgated and became the way to test. This was
natural because the test conditions were familiar to the technical community. Why
change something that works?

Unfortunately, since the technical judgments which formed the basis for environ-
mental testing were made during a war time environment, cost and technical effectiveness
of such testing were not serfously considered, The judgments were focused on hew to
rapidly evaluate equipment items so they could be quickly deployed to the field. Cost
of testing and how much overdesign was precipitated by the selected approaches were not
serlously considered.

Another contributor to this problem is that once a test method appears in the
standard,specialized facilities are developed to perform that test. Because these
facilities exist, there is a propensity to perpetuate these test methods. Thus, there
develops an inertia to any change fin test method.

Over the past 20 years, the cost of operating and maintaining equipment in the field
has been growing to where it is an unacceptable percentage of the entire Department of
Defense budget [6, 7). Because specifications and standards were perceived as causing
poor performance, goldplating, delivery delays, or excessive costs, a study task force
examined specifications and standards (8]. It was found, that instead of a problem
with a specification per se it was misinterpretation or misapplication.

"In general, the documents contain much more flexibility than appears to be used
in practice. Most of the instances of 'excessive cost' examined by the Task Force
resulted from a failure to utilize this flexibility in a reasonable way, rather than a
fundamental problem with the specification itself."

A detailed study of one aircraft found that over 50 percent of equipment field
failures were environmentally induced by those environmental stresses included in an
environmental qualification testing program [9). Furthermore, 55 percent of the equip-
ment studied had fallure modes that could be correlated with test level waivers,
deviations or complete elimination of a test.

What appeared to have occurred was a climate developed in which {t was perceived
that standards were overly conservative, therefore waivers, deviations and the
elimination of requirements were routinely approved. The net result of this climate
was that testing lost credibility and many equipments were not effectively evaluated for
the real field conditions. As a result, equipment performance degraded and maintenance
costs Iincreased. The situation became so0 acute during 1965-1970 that a major effort
was initiated to understand and hopefully reduce these problems for externally carried
stores.

-




EXTERNALLY CARRIED STORES

In order to approach the actual subject of this presentation, it is considered
opportune at this point to mention that there exists no unified standardization of
structural store testing, neither static nor for that matter dynamic. The main reason
for this can be found in the large diversity of devices which are summarized
under the designation of stores and which rauge from fuel tanks, to bombs, airlaunched
missiles, ECM pods, dispensers, etc. Requirements for dynamic or vibration design
criterlia and tests are distributed throughout several Military Specifications and
Standards. The major specifications and standards directed toward stores are given
in Reference [10] through {13]. While Reference [10] (MIL-A-8591F) 1s an up-to-date
documentation of general criteria applicable to the design, test and development of
airborne stores, in contrast Reference [11] (MIL-T~7378A) (USAF) which establishes
requirements for External Fuel Tanks, has been revised last in 1958 and must be con-
sidered obsolete by the technology of today, particularly in its dynamic test require-~
ments., This specification, regardless of the structural dynamic properties of a tank,
required a sinusoidal vibration test to be conducted at a frequency of 2000 + 0, -6,
cycles per minute. Reference [12) (MIL-T-7743E) is a test specification for store
suspension and release equipment and the requirements of its current version converning
vibration qualification, to some extent parallels those of an older issue of Reference [2]
(MIL~STD-810). Environmental criteria for Air Launched Weapons are given in Reference (13]
(MIL~STD-1670) which is intended to provide a method for the definition of the total
service environment and its translation into design and qualification criteria. This
standard also refers frequently to MIL-STD-810 for environmental data and excitation and
vibration level calculation techniques. From the frequent citation of MIL~STD-810 in
store testing, it can be inferred that it assumes a central role in the environmental
qualification of stores. Although this test standard is basically intended for application
to military aircraft equipment only, its role appears to have expanded to include also
structural implications. This seems to be confirmed by the introductory sentence to
store vibration testing:

"This vibration test is performed to determine that the assembled store as a
system is constructed to withstand and perform in the expected dynamic environment".

However, 1f the store system is considered as a piece of aircraft equipment, the
structural dynamic implication is partially reconciled and the store structure for dynamic
qualification purposes can be considered separate from the aircraft. For aeroelastic
qualification, panel flutter excluded, the store still will have to be considered within
the compound of the aircraft structure. Because of this importance of MIL-STD-810 for
store qualification, the development and application of this aspect of the standard will
be discussed in the rest of this paper.

In the past, the recommended procedure for vibration testing of an assembled externally
carried aircraft store was to suspend and vibrate the entire store via its normal mounting
lugs. The vibration levels were usually specified in terms of 5 to 10G sinusoidal imput.
Both resonance dwells and sinusoidal sweeps were employed [15].

This type of vibration test had the testing levels specified in terms of an input,
so it is commonly called a controlled input test., The input vibration levels are rigidly
established regardless of how the store responds. The vresponse of the whole store at 1its
natural frequencies can be several times the input levels. The large amplitude of store
vibration associated with a controlled input test has caused numerous failures in the
laboratory which do not occur in the field, and vice versa [1l4].

A controlled input test on large stores requires the development of significant
dynamic forces for the 5 or 10G input levels. Elaborate fixtures have been built for the
express purpose of testing assembled stores to these levels [16]. The cost of these large
fixtures for a controlled input assembled store vibration test usually is prohibitive, so
only a few facilities have built such equipment.

To improve the realism in the assembled store vibration test, necessitates an under-
standing of the dynamic environment to which a store is exposed in captive flight.
Dreher, Lakin, and Tolle [14] have extensively analyzed the captive flight environment
of externally carried aircraft stores. They found that the store vibration environment
was basically random over the entire frequency range and was primarily caused by two
distinct sources -~ aerodynamic effects (turbulent boundary layer, buffeting, etc.) and
aircraft motion (maneuvers, ground roughness during take-off, air gusts).

The aerodynamic effects cause random pressure fluctuations on the surface of the store.
The surface panels of the store are randomly excited but respond most at their natural
frequencies. The surface panels, in turn, excite the internal structure and equipment in
a store. Therefore, the aerodynamically induced captive flight vibration response of a
store is a function of the surface panel's acceptance of the forcing environment, mass
distribution, and the structure’s mechanical impedance. Aerodynamically excited store
vibrations tend to be in the higher frequency range since the structure of a store {is
driven by the store surface panels which have their natural frequencies in the higher
frequency range.

Afircraft motion excites the store through its lugs since they are the primary physical
interface between an aircraft and a store., Typical store suspension equipment tends to
have low natural frequencies so that a store is effectively isolated from the aircraft
in terms of higher frequency vibrational[l7].




These revelations by this extensive analysis of the captive flight vibration
response of a store resulted in the reformulation of thinking about the nature of
assembled store testing. It was concluded that the assembled store test should be in
terms of random instead of sinusoidal vibration, and another or new testing procedure
is required since all significant store vibration does not occur at those frequencies
assocliated with the fundamental modes of the whole store.

DUAL ENVIKONMENT TEST CRITERIA

The analysis of measured flight data clearly showed that two distinct sources of
vibration existed for externally carried aircraft stores. Thus, it was proposed that a
realistic assembled store vibration test should utilize acoustic noise for higher
frequencies of vibration and a vibration shaker for the lower frequencies [16]. This
approach was quite novel so that experimental programs were proposed to identify the
limits of this approach.

Measured captive flight data was collected on 30 different stores. This data was
analyzed to determine a prediction criteria for the store vibration environment [17].
Six of these instrumented stores were positioned in a reverberant acoustic chamber. The
acoustic chamber conditions were adjusted until the store responded in the higher
frequency range to the measured captive flight vibration enviroament {18]}.

Three of the six stores used in acoustic evaluation were used to evaluate vibration
shaker techniques for assembled store testing. Two test techniques were evaluated. One
approach was to hold and excite the store via its normal mounting lugs. The other
approach was to suspend the store by its normal mounting lugs off a low frequency
isolation system. Vibration excitation is applied via a mechanical connection to the
store at an appropriate location.

It was found that in general a vibration shaker could not practically excite the
entire frequency range of interest. Therefore, vibration shaker testing was only
recommended for simulation of a portion of the entire store vibration spectrum. To
properly control such an assembled store test, it was found desirable to use a controlled
response approach. The controlled response approach is to specify the test requirement
in terms of the level and spectrum the test item must be vibrated to rather than the level
and spectrum to be inputed to the test article.

In general, it was found that voth acoustic and shaker vibration testing techniques
were necessary to have realistic assembled stores vibration testing [18]. The shaker
covered frequencies where an acoustic test was ineffective and vice versa. Therefore,

a dual environment test is recommended in MIL-STD-810C. This approach has been used on
several recent store programs [19, 20].

Currently, the only vibration test for localized acoustic effects is the proposed
cavity resonance test to be in MIL-STD-810D.

STORE CAVITY RESONANCE
Many stores are used as dispensers which have open cavities that are exposed to the

air stream. Such cavities can have intense acoustic standing waves which result in very
intense but highly localized acoustic noise. Extensive windtunnel and fligh' test

measurements of this phenomenon for typical store cavity conditions have been made (23, 247.

MIL-STD~810D will include a recommended test for this condition using sinusoidal acoustic
excitation.

INTERMI' TENT DYNAMIC EFFECTS

In addition to the always present flight induced store vibration,externally carried
stores can be exposed to dynamics effects that occur intermittently during flight. The
most significant of these are caused by the following sources: firing on-board guns, store
buffet, store launch, and open weapon bays. The dynamic environment caused by each source
will be discussed separately in the next few sections. In general, the method for testing
for these environments is not fully developed.

GUNFIRE INDUCED VIBRATION

The primary source of store vibration, because of the firing of on-board guns, {is
the over-pressure pulses that are emitted from the front of the gun muzzle [21]. These
pulses impinge directly on the surface of the store. Thus, the relative location of the
gun and store, whether or not any other structure exists between the gun and store that
would block or attenuate these pressure pulses, and the gun characteristics are all
important factors in determining the vibration of a store caused by the firing of on-board
guns.

Measured gunfire vibration is broadband with well-defined vibration peaks which can
be related to the firing rate of the gun and the natural frequencies of the major store
structural components that #re most sustceptible to acoustic excitation. The currently
available gunfire vihratio orediction ‘ethod in MIL-STD-810D is not directly applicable

to store vibration induced = ounfii- In general, the prediction method will predict a
more severe vibration condii.vn bec se it does not take into account any potential
attenuation of the pressure ,. . .es by aircraft wings, fuselage or adjacent stores.




STORE BUFFETING

Modern high performance aircraft have thrust-to-~weight ratios greater than one so
that it is possible to sustain very high angles of attack. Also these aircraft can
establish very severe yaw conditions. These conditions can occur under maneuver and combat
which result in highly separated turbulent airflow around the aircraft [22). Available
flight measurements do not show conclusively that buffet iadured vibration is always
caused by the direct impingement of this highly disturbed air or indirectly by the shaking
of the store through the host aircraft.

It is hypothesized that, depending upon the maneuver and the location of the store on
the aircraft, a store could be excited both directly and indirectly during the same
captive flight. The direct impingement of separated flow would induce broadband vibration
with noticeable vibration peaks at the characteristic frequencies of the pressure
fluctuation in the air and the natural frequency of the surface structure of the sture.
Indirect excitation would cause broadband vibration with noticeable vibration pean: at
the natural frequency of the aircraft, pylon, stove rack and major store structural
elements excited. In general, these frequencies are different. Therefore, a generalized
dynamics test needs to be developed that would cover both types of excitation.

One approach to this problem is outlined in Reference 22. This approach developed a
composite envelope of vibration peaks. This approach generally will overtest the test
item because all of the vibration peaks do not occur simultaneously during captive flight.

STORE LAUNCH

The store launch environment for a store that is not being launched can be very
significant, Consider a cluster of stores being carried on a single pylon. One of these
stores is released by an explosive charge used to eject the store away from the aircraft.
The remaining stores may experience this intense shock repeatedly until they are released.

Likewise missiles that are launched off a rail can experience intense high frequency
vibration. The missile sliding down the rail can be like drawing a bow across violin
strings. Intense vibrations can be excited that influence both the store being launched
and those remaining. These environments need to be understood and appropriate tests
developed. "

STORES IN OPEN WEAPON BAYS ‘

Stores carried in the weapon bays of an aircraft norm-lly experience a much reduced
vibration environment when the weapon bay doors are closed as compared to externally
carried stores. However, with open bay doors, the aercacoustic environment will be
extremely severe. The flow induce pressure oscillations which consist of discrete cavity
modes superimposed on a random turbulence pressure field under certain circumstances will
be able to cause damage or malfunction even during the short duration of the bay doors
open position [25). In general, only the lowest frequency cavity resonances will reach
extreme spectral levels with magnitude ratios between maximum discrete tones and random
noise depending on the length to depth ratio of the weapon bay. Usually long and shallow
bays will be dominated by random noise while the deeper bays will exhibit the higher
cavity resonance pressures. Approaches to reduce these pressure oscillations during the
development of an aircraft are not always successful to the point where a completely safe
environment for the store can be generated, Therefore, qualification of a store for the
particular environment of an afrcraft will be necessary. A proposed method to simulate
the oscillating pressure distribution over the stove surface for qualification purposes
was presented in [26]. This work is based on measurements of the pressure distributions
on a store located in a very shallow cavity. Further measurements of this type are required
to make this proposed approach more generally applicable.

FUTURE DIRECTION OF DYNAMIC QUALIFICATION TESTING

The trend in the Air Force store dynamic qualificatfon standards is toward a tailored
testing approach. The format of the standard will be such that the test levels cannot
easily become dogmatic. The testing standards will give guidance as to what would be a
good test but the decision will rest with the equipment acquisition community to determine
test levels and duration. The tester will have to make a mission/life analysis to identify
these parameters for each particular application [27].

This approach necessitates further updating of operational environmental information
and improvements in the capabilities to predict the environments to which the stores are
exposed and for which they have to be qualified. 1In addition, further refinements of test
techniques will have to evolve to render the test simulation closer to realism. Work in
these areas is presently being performed by the U.S. Air Force and Navy.

Since it has to be expected that stores qualified to the standards of one country
will be carried by aircraft of different nations, cooperation should be invited to further
commonality in the practices and procedures to which the stores are qualified,
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Problems in the ground
simulation of dynamic responses
induced in externally carried
stores during flight

J. Homfray

Cape Warwick Limited
Environmental Engineering Division
Cape Road
Warwick CV34 5DL
England

Summary

The need for ground testing is assumed and consideration is limited to complete stores.
Guided missiles are not specifically included but some of the arguments must apply equally to this type
of store.

The difficulties encountered in testing stores over a wide frequency band are described, This
wide frequency range has lead to vibration tests using single point excitation with an electrodynamic
shaker, to cover the low frequency regime, and tests using distributed acoustic excitation to cover the
middle and high frequency regimes. Both types of test are discussed in some detail with emphasis on the
particular difficulties encountered with large, comparatively low density thin-skinned stores,

Shortcomings inherent in the current techniques are highlighted and the validity of MIL-STD-
810C as a means of determining test levels in the absence of flight data is examined.

It is concluded that the current two part test technique is not particularly realistic when
applied to the large thin-gkinned stores,

Tentative suggestions are made for a more realistic test method,

1. Introduction

Cape Warwick Limited (CWL) is an independent environmental test house supported by MOD
(PE) and has, over the past few years, been required to carry out ground vibration tests on complete,
large stores to simulate the external flight carriage environment, For stores flown on low level high
speed missions this is often the mosgt severe environment they experience, except in the case of some
guided weapons where the air launch or powered free flight phase may be more severe.

A growing understanding of the flight carriage environment has lead to more elaborate test
procedures than those used hitherto for this purpose. Such procedures applied to large low density thin-
skinned stores of the kind currently under development raise considerable difficulties. The tests
represent a fairly radical departure from the earlier practice of qualifying the store almost entirely by
static strength tests, with geparate vibration tests on internal components. A final shake of the complete
store was undertaken but this was little better than a simple ruggedness test,

The difficulties encountered with this new breed of store has prompted CWL to examine the
test procedures and the philosophy behind them more closely.

The new stores are large and complex and the internal equipment is such that it is believed
that representative testing of the complete store must be carried out as well as component and sub-
assembly testing, However the difficulties with the complete store are such that it may be pertinent to
agk whether these tests really are necessary. By analogy with aircraft practice and experience there are
arguments to suggest that they are not, at least in the form currently employed

Nevertheless, the ability to test complete stores realistically, if this could be done, has
considerable potential, It offers, in principle, the possibility of addressing both the structural and
functioning aspects in one test under representative conditions. Such testing may also be advantageous
in the validation of advanced mathematical modelling techniques.

However, current testing, a major item in the store development programme, is costly, time
consuming and not particularly realistic, as this paper hopes to illustrate. Tests on the large thin-skinned
stores at CWL have been useful, and have shown up potential failures in particular cases but there is
room for improvement in several areas.
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In what follows below guided weapons are not gpecifically included, since CWL has little
experience of these, but some of the arguments must apply equally to this type of store.

2. The external carriage environment and the implications for ground testing

The environment itself is not properly understood in detail, but the main characteristics are
generally agreed,

Store acceleration responses in this environment show broad band random and stationary
characteristics in general, with substantially gaussian amplitude distribution. The frequency range is
wide; typically from a few Hz to 2500 Hz or more,

Basically there are two sources of excitation; the aircraft itself, with all its associated inputs
acting through the store suspension points, and unsteady aerodynamic processes in the air flow around the
1 store, acting directly on, and distributed over, the surface of the store. Several mechanisms are
involved in the two sources, some common to both,.

Because the aircraft structure is comparatively large and flexible with many joints the input
to the store from this source tends to be confined to the low frequency region. The aerodynamic input
is broad band but is virtually the only source of high frequency excitation.

Any ground simulation of this environment must recognise the essential nature of the two
sources; the very localised predominantly low frequency input, and the distributed broad band input
extending to high frequencies.

These arguments have lead to the adoption of a two part vibration test technique. Tests using
single point excitation with an electrodynamic shaker are intended to cover the low frequency regime and
tests using acoustic excitation, which by its nature is distributed, to cover the middle and high frequency
regimes, Note that this high frequency test is not an acoustic test as such,

For convenience the two types of test are referred to as low frequency (LF) and high
frequency (HF) respectively, although they overlap.

It is comparatively easy to excite small stores through their suspension equipment for the
LF test (though not necessarily realistic) but it becomes difficult to do this with large heavy stores
(typically 5 metres long weighing up to 1400Kg), which require large shakers. This is particularly true
if they are required to be tested the right way up, that is with the suspension lugs on top.

Acoustic excitation for these large stores requires fairly extensive test facilities consuming
up to 1 MW or 8o of power to raise the currently required highest input levels.

Even if appropriate facilities are available there are considerable problems in some areas.

This sets the background to the two part test technique as used at CWL to simulate the flight
carriage environment for large low density (but heavy) thin-skinned stores,

There is a lack of flight data for these stores and the only other source of information for
testing purposes is the American Standard MIL-STD-810C, 10 March 1975 which sets out a procedure

for the two-part test and a means for deriving the test levels.

3. Outline of the two part test procedure as defined by MIL-STD-810C 10 March 1975

3.1, The low frequency (LF) test

This is covered by Method 514. 2, Procedure II B, Table 514.2 - IV and Figure 514.2 - 44,
which define a controlled response test based on acceleration power spectral density. A method is
provided for determining acceleration response envelopes for each of two strong points, one at the
forward and one at the aft end of the store. This is based on the store geometry - in particular the skin
thickrness and storc cross-sectional radius - the number of missions and the flight conditions,

The input spectrum is set to the shape of the forward response envelope but minus 6dB, then
this basic shape is notched or peaked according to information gained on an initial low level resonance
search. This is intended to position the response peaks at the forward and aft ends of the store such that
they correspond to the derived response spectrum shapes.

There is a choice of mounting arrangements for the store. It can either be mounted directly
onto the shaker table using a suitable fixture, or suspended from a suitable structural frame. In either
case its normal mounting lugs are to be used. The shaker table fixture ''shall be such that its induced
resonant frequencies are as high as possible but none below one-third of any f; frequency’ (the maximum
LF test frequency). With the structural frame: "The test setup shall be such that the rigid body modes
(translation and rotation) of vibration for the store;frame. suspension system are between 5- 20 Hz,
Vibration shall be applied to the store by means of a rod or other suitable mounting device running from
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a vibration shaker to a relatively hard structurally supported point on the surface of
the store,' Different input locations may be tried to determine a position which allows both ends of the
store to be raised to the required acceleration levels simultaneously,

Separate tests are to be carried out in the vertical and lateral directions unless it can be
shown that the specified levels in each plane can be raised simultaneously in one test,

Two test levels are required; a functioning level and an endurance level, The levels derived
are welakly dependent on number of missions to be flown N, and test time T, or, more specifically, on
(N/3T)a.

3.2. The high frequency (HF) Test

This is called up as additional to the low frequency test and is covered by Method 515, 2,
Procedure II, Table 515. 2-II and Figure 515.2-4. It is not required if the highest frequency of the LF
test is greater than 1200 Hz.

This test is an acoustically excited controlled input test based on one third octave band sound
pressure level spectra,

The store is required to be mounted on a soft suspension, the natural frequency of which must
be less than 25Hz, A jet engine on an open air test s.ind or in a test cell, or an acoustic chamber are
suggested as suitable noise sources, and baffles are to be provided for shaping the noise spectra to the
required profiles,

g‘hree reference planes are defined, at Y5, £, and 5% of the store length, with three micro-
phones, 120 apart, in each plane. Each microphone must be positioned within 460 mm (18 in) of the store

surface or at one half the distance between the store and the nearest baffle surface, whichever is less,

A method is given for determining the required noise spectrum profiles at each reference
plane, based on the store geometry, the mission profile and the flight conditions.

Two test levels are required; a functioning level and an endurance level, Again there is the
same dependence on number of missions and testing time as in the LF test.

4, The problem areas

Two particular examples of large low density thin skinned stores, and the tests carried out
on them, are used to illustrate the difficulties described in this section and they are referred to throughout,
as necessary,

Both stores have basic structures of light alloy, comprising thin skins with frames, bulkheads
and longitudinal stiffeners, similar to traditional aircraft practice. They have structure weights of
approximately one half of the total weight in each case. They are shown in outline in Fig. 1 and 2 where
overall dimensions and weights are given, and are chosen to represent two main types,

Store No. 1 is of medium size, has no fins and contains a comparatively large open cavity.
Store No, 2 is large, enclosed and has two horizontal fins., Fig. 3 to 6 show the test arrangements used
for the stores and Fig. 7 to 16 show the results obtained, including comparison with flight in some cases.
They are presented in the form of store acceleration response power spectral density plots. Only the
vertical components of the responses are given and only vertical excitation is considered in the LF tests.
This gives a very much simplified picture but, hopefully, illustrates the points adequately,

Further details on the testing of these stores and the results are given elsewhere in this
paper as necessary,

4,1, Store support rig for the LF test

Of the two alternatives allowed by MIL.STD-810C the only practicable test arrangement for
large heavy stores is the flexible store support rig. Such a rig must provide adequate constraint to allow
coupling of the shaker to the store without damage to the shaker due to side loads. The ghaker should
not support any of the store weight in the static condition, Out of plane responses should be minimised,
since, although it would be convenient to raise the required levels in both planes simultaneously in one
test this is, at best, uncontrolled,

MIL-STD-810C specifies only that the rigid body modes shall be between 5 and 20 Hz.

The rig used for store No. 1 is shown in Fig, 3 together with the frequencies, Identification
of the modes by the words 'vertical', 'lateral', 'pitch', 'roll' etc. is misleading since the mode shapes
are complex, However the behaviour of the store in each mode approximated to the descriptions given
in the figure.




For store No. 2 the rig was designed using finite element techniques., The resulting 'X'
shaped layout evolved from the finite element work as an arrangement which allowed adjustment of the
frequency of each mode fairly independently of the other modes. The 1ig is shown in Fig, 4, together
with the measured rigid body frequencies, and the shaker arrangement in Fig. 5, The descriptions of
the mode shapes given in Fig. 4 are representative of the motion at the store,

The two rigs have quite different characteristics, The spring rig has more damping than
the X-frame and it exhibits a behaviour in vertical translation (of the store) which approximates to a
single degree of freedon system, because of the springs. The finite element analysis indicated that the
X-frame rig has 47 normal modes in the frequency range 3. 5 to 680 Hz. In this analysis information for
modes above the 20th is not reliable but does give an indication of the modal density.

Rig behaviour at frequencies above the rigid body mode values influences the excitation force
required to raise a given response in the store. In particular, if the excitation is applied close to the
store supports the force required may be comparatively large at some frequencies; sufficient in some
cases to cause unrepresentative local damage to the store. Such damage has occurred with store No. 2
though at much higher test levels than those reported here. This is a particularly difficult problem when
the store has no accessible strong points. In this case local strengthening is required to accept the input,
If this is excessive the store structure becomes unrepresentative.

The difficulty of finding the optimum position for the input, to raise the required level at both
ends of the store simultaneously, is aggravated by the lack of strong areas. Fixtures, both internal to
the store and external, had to be manufactured to allow the gshaker to be attached, Under these
circumstances there is a reluctance to experiment with input position since a new fixture has to be provided
almost every time,

When local damage occurs at the input point this could be due to ingufficient support of the
store structure at this point, test levels which are too high or a rig impedance which is too high. Under
the pressure of time prevailing in project work it is usually not possible to decide which of these effects
is most relevant.

It is apparent that, so far as unrepresentative damage is concerned, and so long as the
excitation is applied directly to the store, the behaviour of the rig at frequencies above those of the rigid
body modes is important; as important as the necessity to keep the rigid body frequencies low,

Under these circumstances what criteria should be used for acceptable rig dynamic behaviour?
The design, manufacture and commissioning of a rig of this kind is a very significant item in the test
programme.

Regarding the requirement to test in both the vertical and lateral planes, separately, experience
with the spring and X-frame rigs has shown that the out-of-plane responses were indeed low enough to
necessgitate the separate tests,

4.2, Acoustic simulation of aerodynamic inputs

The arrangement used for the HF test is shown in Fig. 6. A large reverberant chamber was
used employing two acoustic horns driven by up to 6 electropneumatic noise transducers. To raise the
high noise levels required by MIL-STD-.810C at the store aft reference plane it was necessary, in the case
of store No. 1, to position the aft end inside the mouth of the horn, This could not be done with store No,
2 because of its length; in this case the fins were removed and the aft end positioned as near to the horn as
possible.

MIL-STD-810C suggests a jet engine on an open air test stand, or in a test cell, as a suitable
noise source. These alternatives were examined but the required high levels could not be raised in an
engine test cell, and could only be raised just inside the jet noise cone in the open air, The open air test
is inconvenient becauge of weather and security problems. The cost of running an engine solely for such
tests is prohibitive and consequently there is a heavy dependence on the engine running programme.

Acoustic excitation is distributed and does come closer to simulating the aerodynamic input
than is possible with a single mechanical shaker; even if the shaker has an adequate high frequency
performance. However the mechanisms involved in acoustic processes are not the same as those involved
in aerodynamic processes, The gpatial correllation of the pressure fluctuations is different in each case.
In addition aerodynamic damping is generated when air flows over a vibrating body; greater than that which
is generated when the body is in stationary air. In the acoustic test the specimen is egsentially in still air
so that there is no aerodynamic damping present,

These differences mean, in effect, that the acoustic field is8 more efficient at producing vibration
in a structure than the aerodynamic processes are, The effect is enhanced or diminished depending upon
the correlation length relative to skin panel dimensions; that is, whether or not panel resonances are
induced,
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There is evidence from tests on a thick-shell store having a sheet metal tail that fin vibration
inputs to the store are not simulated in the acoustic tests. This may be because unsteady lift is generated in
flight which cannot be present in the test, or because of the inherent symmetry of the pressure fluctuations
on each side of a thin fin in a reverberant field.

The noise levels required by MIL-STD-810C and the degree to which they were achieved are
shown in Fig. 7 for store No. 1. These were the best that could be achieved in terms of both overall sound
pressure level and spectrum shape and were on the limits of the acoustic facility used.

An estimate of the sound pressure level spectrum in an attached turbulent boundary layer,
calculated (from Ref. 1) for the aft end of the store, is shown in Fig, 7 for comparison, However it must
be remembered that the test levels are intended to encompass effects from flow separation and buffet as
well as the contribution from the attached boundary layer. In the case of store No. 2 the MIL-STD-810C
levels, as such, were not used (see section 4, 3.), The required and achieved levels for this store are
shown in Fig, 8.

4. 3. Initial derivation of test levels

Having accepted the two-part test procedure it is still necessary to determine the excitation
levels and test durations. The levels depend upon the flight conditions and the store configuration, and the
durations depend upon the purpose of the test (which involves the store mission profile) and on the -
acceptability, or otherwise, of accelerated testing,

At CWL, in the absence of any directly relevant flight data for the large low density stores, it
was required that MIL-STD-810C, 10 March 1975 was used as a starting point. It was initially applied to
the testing of store No. 1 but several interpretations were possible. It became apparent that this store was
outside the scope of the Standard. In particular the cross-sectional shape did not readily fit the
alternatives given. It was difficult to allocate appropriate values for the number of missions and testing
time for this store, which was a development item and not representative of the final vehicle. The
dependence of the MIL-STD-810C derived levels on (N/ 3T)% caused arguments about the exchange between
test level and test time,

The minimum average store weight density allowed by MIL-STD-810C was 40 1b/ft3 (640 kg/m3)
whereas the calculated value for store No. 1 was only 201b/ft3 (320kg/m3). The lower limiting value for
tbe parameter t/R2 was 0. 001 in-1 (0. 000039 mm-1) and the calculated value only 0, 0004 in-1(0,000016 mnr 1)

In such cases the standard requires that the limiting values be used. Consequently there was doubt
about the validity of the levels derived from these values when the actual ones were s0 far out of range.

It was decided that alterations to the test levels should be made as necessary, in the light of
experience, and when flight evidence became available from the stores themselves.

The result of applying the MIL-STD-810C procedure for setting up the fiput spectrum in the L¥
test (section 3,1.) is illustrated in Fig, 9. for store No. 1. In this case there was virtually no choice
about the input location, The nose cone was removed and the exposed front bulkhead stiffened to accept
the input {Fig. 3)., The mass and stiffening effect of the fixture was componsated for, to a limited degree,
by the absence of the nose cone. It is notable that in spite of the 8 dB notch in the drive spectrum there
is still a strong response at the same frequency at the aft bulkhead, The input was controlled using a
closed loop digital system.

Similar arguments applied to store No. 2 but this came later in the programme when some
experience had been gained with store No. 1 The levels used for ctore No. 2 were derived from engineering
judgement coloured by results from earlier tests.

With store No. 2 a central excitation point was used (Fig. 5) for a comparatively low level
input, with adequate transmission to each end of the store, The input was controlled on the mean of the
responses at the forward and aft bulkheads, using the digital system.

Derivation of the noise level for use in the HF acoustically excited tests was relatively straight
forward except for the problems associated with number of missions and testing time, mentioned above.
In the case of store No. 1 the MIL-STD-810C derived noise spectra were used without alteration, but for
store No, 2 the spectra were modified and the levels reduced slightly.

4, 4, Validity of the tests

The realism of the tests can only be agsessed by a comparison of the store acceleration
responges resulting from ground and flight tests. Such comparisons are shown in Fig. 10 to 13 for store
No. 1 and Fig, 14 to 16 for store No. 2. Only limited comparisons are available for store No, 2 due to
accelerometer failures.

The 10~4g2/Hz line is reinforced in all figures to aid the eye in making comparisons. No
particular significance attaches to the 10-4 level; it is merely an arbitrary reference,
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In general the responses raised in the ground tests are greater than those from flight; by
orders of magnitude in some cases. Clearly the stores were overtested for the particular flights on the
aircraft used for the tests. However, this does not necessarily imply an overtest in terms of the store
development programme. Worst case test levels would be expected to be higher than average flight levels;
also the aircraft used for the test flights may have given a comparatively smooth ride. There are doubts
as to whether these flight levels can be applied to other aircraft or to different store positions on the
same aircraft,

Bearing these arguments in mind the following broad conclusions can be drawn from the
comparisons,

4.4.1. Store No, 1
The LF regime

The ground response spectrum levels at the forward bulkhead are roughly the same as those
from flight although the shapes are not in agreement (the response is forced at this position because the
input was located there), as seen from Fig, 10. The ground test levels at the aft bulkhead rise to about
3 times the flight levels (Fig. 11)., However the lug pocket levels are considerably higher than flight;
conspicuously so at the aft pocket where the ground levels are around 100 times the flight levels,

The HF regime
In general the ground response levels are the same as those in flight (Fig, 12 and 13) except
for the forward bulkhead values which are approximately 10 times the flight values. This anomalously

high level cannot be explained at present.

The spectrum shapes compare fairly well except that the sharp narrow peaks raised in flight
do not appear in the ground responses.

A possible reason for the good agreement between ground and flight responses in this case
is given in section 4, 5,

4.4.2, Store No. 2
The LF regime

The peaks in the ground test responses are of the order of 10 times the flight levels at the
bulkhead, They are up to 100 times the flight levels at the lug pockets.

There is very little similarity between the ground and flight spectrum shapes (Fig. 14 and 15),
The HF regime
The ground response levels are generally 100 times the flight J~vels, The spectrum shapes
agree well except for the anomalous strong peak (rising to about 4g2/Hz at 300 Hz, Fig. 16) at the forward
lug pocket, which is not apparent in the flight responses. There is a peak at this same frequency, also
at the forward lug pocket, in the LF test responses (Fig. 14).
4,4, 3. The validity of MIL-STD-810C levels

The peak envelopes resulting from the best interpretation of this standard for the LF tests on
store No. 1 are superimposed on Fig, 10 and 11 for comparison with the flight results,

The corresponding envelopes for the LF tests on store No, 2, interpreted for 3 missions
(which gives the lowest levels) are superimposed on Fig. 14 and 15 for the same purpose,.

The MIL-STD-810C levels are surprisingly close to the flight peaks for store No. 1; especially
when it is remembered that the MIL-STD-810C envelopes are intended to apply to the peaks only,

In the case of store No, 2 the MIL-STD-810C levels are an order of magnitude higher than the
flight peak levels.

The MIL-STD-810C levels for the HF test generated responses in the streamlined store (store
No, 2) which were 100 times the flight responses, Does this indicate that the standard does not properly
allow for the differences between aerodynamic and acoustic processes (outlined in section 4. 2.) or is it
that the test flights with Store No, 2 were unrepresentatively smooth in this frequency range?

4.4, 4, Some general 0. servations on the LF tests

The acceleration responses at the lug pockets are generally very high in the LF test. This
applies to both stores and therefore both rigs.
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It is notable that there is very little store response outside the test frequency range with the
spring rig (Fig, 10 and 11) whilst there is considerable response outside the test frequency range with
the X-frame rig {Fig. 14 and 15),

Furthermore the responses outside the test frequency range for store No. 2 show some
similarity to the flight responses; more so than they do within the test irequency range.

The implications of these observations are not clear. The dynamic behaviour of the rigs in the
frequency range encompassing the store flexural modes should be examined,

4,5, Cavity generated vibration

The acceleration responses from store No, 1 in the HF test show comparatively good
agreement with flight levels except that the sharp, tall flight peaks are not raised in the ground tests.
Chaplin (Ref 2) has produced evidence to show that the flight peaks are probably the result of strong
narrow band forcing from aero-acoustic processes in the cavity of the store. The conspicuous peaks in
the flight responses occur because the centre frequencies of the narrow band excitation from the cavity
are near to store structural resonance frequencies, These centre frequencies are dependent upon air-
speed to some extent. Apparent small shifts in frequency and amplitude of the flight peaks with airspeed
(not presented here) are caused by the changing nearness of the excitation centre frequencies to the store
structural resonance frequencies,

Cavity generated inputs may thus be responsible for the overall enhancement of flight response
levels, as well as for the raising of the sharp peaks.

To summarise, the flight response levels for store No. 1 are anomalously high due to the
presence of the cavity,

Broad band excitation, such as that used in the acoustically excited tests, is not as efficient
at raising flexural responses as narrow band excitation such as may be generated in the cavity during flight,
It follows, since there was good agreement between the acoustically excited and flight response levels,
that the acoustic noise levels must have been far higher than would have been required for an enclosed

store,
4. 6. Interpretation of failures during test

If a failure of the specimen occurs during test its validity and importance for design purposes
can only be determined when several questions relating to the failure have been answered,

(i) Is it a genuine failure or a faulty component? Prototypes often use re-worked brackets or
modified components and failures sometimes occur due to this.

(ii) At what time in the test did the failure occur? This will show whether there were anomalies
in the test at the time, and gives an indication of the severity of a genuine fatigue failure.

(iii) Is the failure associated with a particular frequency band and if so were the test levels
anomalous in that band?

(iv) Is there a local overtesting problem?
(v} Are the test levels too high?

In practice it is often difficult to answer these questions. Some of them, by their nature,
would require a fairly extensive investigation,

These difficulties are common to all kinds of testing but are particularly relevant in the testing
of these new large stores, which is so time consuming and expensive,

4.7. Availability of flight data

There is a body of opinion which belives that a new store should be brought to the flight stage
as early as possible and then be flown, fully instrumented, to measure the flight vibration environment,
even if the store is not fully representative of the final vehicle at this stage. However, it is suggested
that with stores of the type described in this paper, which are large and complex, a version which could
be flown very early in development would not be sufficiently representative.

Neverthelees it is true that in the programme associated with stores 1 and 2 flight data came
too late to be of much use in modifying the tests to make them more realistic.

The difficulty of obtaining flight data is a genuine problem in this kind of work and reinforces
the need for realism in testing,
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5. The implications of using current test procedures for other types of store

It may be worth pointing out some of the experience gained with a rigid thick-shell store,
since it has a bearing on some of the difficulties described,

At CWL the two part test procedure has not been applied strictly to any stores other than the
large low density thin skinned type. However, acoustically excited vibration tests have been carried out
on a thick-shell store (10001b class) to gain experience in the technique. In these tests, using similar
noise levels and spectrum shapes to those used for store No. 2 in the same reverberant chamber, the
flight response levels were generally achieved, with reasonable agreement of the spectrum shapes, ?

In the HF region the thick-shell shows response levels, both in ground tests and in flight, 3
that are about 10 times the flight values obtained with store No, 2.

Thus if MIL.STD-810C was applied to stores having a comparatively rigid, thick-shell it 4
may well be more successful than it was when applied to stores 1 and 2. The transmissibility of the thick-
shell is much higher. However it is still possible that the lug pocket areas would not be representatively
tested because of the rig constraints in the LF test. There would be much less likelihood of local over-
testing at the vibration input point but any bands which may have to be fitted around the store at this point
would modify the shell modes. !

Structurally, guided weapons fall somewhere between the rigid thick-shell and the low density 1
stores. Small high density guided weapons may be nearer to the thick-shell type.

6. Conclusions
6.1, The two part vibration test procedure applied to stores to simulate the external flight carriage

environment is elaborate, time consuming and costly. It is a major item in the store development
programme, but is not particularly realistic; at least in the case of the new large, low density thin-
skinned stores,

6. 2. There are potential advantages in being able to test complete stores realistically, but current
techniques are unrepresentative to the extent that specimen failures during testing are difficult to
interpret.

6. 3. The lack of realism in the current two-part test technique arises mainly from the way in
which the store is supported and the position of the vibration input in the low frequency test, and the
differences between aerodynamic and acoustic processes in the high frequency test.

Specifically, the main problem areas are:

(i) The dynamic criteria to be used in the design of the store support rig for the low frequency
test, The MIL-STD-810C criteria do not appear to be adequate,

(ii) Optimigation of the vibration input for the low frequency test; particularly if the store has no
accesgsible strong points,

(iit) Determination of the test levels in the absence of flight data; for both the low and high frequency
tests,

6. 4, MIL-STD-810C apparently gives a considerable overtest for large low density thin skinned
stores. It appears to predict reasonable levels for farily rigid thick-shell structures, In the one case

of a large low dengity store with an open cavity the flight responses were enhanced by narrow band forcing
arising from aerodynamic processes in the cavity, In this case the levels derived from MIL-STD-810C
were much nearer to the flight values.

7. Tentative suggestions for a better approach

Although it can be argued by analogy with aircraft practice that the testing of complete stores
should not be necessary, the potential advantages of being able to do this realistically are such that it
seems worthwhile considering how better realism might be achieved.

The main area for concern is the low and middle frequency regime. Although there is
considerable excitation up to frequencies of 2500 Hz and beyond there seems very little evidence that this
high frequency input causes design problems in general, Clearly there will be specific cases where this
is not true; for example when electrical relays, or structural skin panels have resonances in this
frequency range. However such problems should not require tests on the complete store.
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Most store acceleration response spectra in the external carriage environment show, broadly,
three regimes. There is a low frequency regime extending up to about 200Hz or so in which the
responses seem to depend on the type of aircraft, the store position on the aircraft and the flight conditions.
There is a middle frequency region in which the responses exhibit the flexural peaks associated with the
store modes, and depend on store configuration and airspeed, and a high frequency region where the
responge is essentially broad band and forced, and depends mainly on airspeed,

These characteristics suggest that the low frequency responses involve store rigid body modes
on a flexible aircraft, middle frequency responses involve the store flexural modes coupled with the air-
craft modes if the store frequencies are comparatively low (stores 1 and 2 fall into this category), or
largely decoupled from the aircraft if the store flexural frequencies are high enough,

It follows that the large flexible stores, at least, cannot be realistically tested without some
representation of the aircraft influence; that is the coupling between the aircraft and store modes. This
implies that even if these stores could be attached directly to a ghaker by means of their suspension
equipment the tests could not be realistic.

The obvious weakness of the current low frequency test is that the vibration input is applied
to the store itself, It must be considerably more realistic to apply the excitation to the rig, provided
the rig has suitable dynamic characteristics. If the rig could be so designed that it behaved similar to
an aircraft structure in the relevant degrees of freedom over the relevant frequency range, the store
should experience realistic inputs. But what kind of characteristics should the rig excitation have? :

There is evidence to suggest, from flight tests with an instrumented rigid thick-shell store .
(Ref, 3) that the contribution to the store vibration input from the aircraft engines is very small, if not "
negligible, In this work the aircraft was tethered to the ground and the engines set to the thrust required
for 550Kt, Under these conditions the store response levels were about one tenth of the levels recorded
in straight and level flight at the same thrust setting, (This is not entirely satisfactory because the
engines would be operating under unrealistic conditions in the tethered case, and the airframe was in
contact with the ground via its undercarriage, but it seems unlikely that the engine influence would
increage geveral times in flight),

e d 2,

These results would suggest that the important source of excitation of the aircraft in the
present context is gust type loading and low frequency atmospheric turbulence. Consequently it seems
that the advocated compliant rig should be excited with something resembling a gust time history.

It would be a large task to design and develop such a rig; one which would have to be
approached in stages. If more than 2 or 3 degrees of freedom proved to be necessary the task may be
imposgible. It is suggested that a feasibility study should be carried ou:,
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PROGRES DANS L'ELABORATION
DES PROGRAMMES D’ESSAIS D'ENVIRONNEMENT MECANIQUE

par

M.Coquelet
Centre d’Essais Aéronautique de Toulouse
23 Ave Henri Guillamet
31056 Toulouse Cedex
France |

L
i

Les équipements aéronautiques, qu'ils soient placés dans des charges extérieures ou dans
toute autre partie de l'avion, sont soumis aux vibrations d'ambiance créées par le val ( engendrées par
les moteurs, par l'aérodynamique ou par l'utilisation des armements ).

Se pose alors 3 l'ingénieur concepteur de systéme le problédme de la qualification de ces
égquipements vis-a-vis de ces contraintes vibratoires :

- Quelle procédure de qualification appliquer ?

- Quelle sévérité adopter pour " couvrir " l'utilisation de l'éauipement ?

1°) Les normes d'essais de vibration d'équipements

La réponse aux questions posées plus haut peut se chercher dans une certaine expérience
issue du passé et qui est concentrée dans certaines normes ou documents dont les principaux sort les

suivants :

MIL-5TD-B10 B, ¢élaborée aux USA en 1967 et dont sont issues en grande partie les normes
frangaises AIR 104 (1972) et G.AM-T_13 (1979).

- 3 G 100 britannique #laborée en 1969,

MIL-5TD-B10 C élaborée aux USA en 1975 et qui introduit de nouvelles méthodes d'élabora-
tion du spectre vibratoire fondées sur une analyse des tacteurs de dimensionnement, en
particulier pour les charges extérieures.

EDY4A/DOYA0A (ref.3). Ce document a été élaboré sur une base internationale et danne des
critéres de sévérité pour les avions civils.

Devant l'abondance de cette documentation, on pourrait penser que tout a £té dit et Scrit
et gu'il parait difficile de progresser dans le domaine de 1'amélioration des conditions de qualifica-

tion des fquipements,

Il est 3 porter au crédit des rédacteurs des normes qu'ils aient eu la sagesse de toujours
priciser que celles-ci n'étaient qu'ur guide et que " s'il était établi que 1'équipement é€tait soumis
d un environnement estimé diffirent de celui indiqué dans la norme, il #tait préférable de le prerdre

e~ compte ",

n pergoit donc les limites inhérentes 4 ces documents @ ils donnert une idfe asnfrale des
riveaux de vihration auxquels ar peut s'attendre mals re peuyvent protendre couvrir avec precisior

toutes les confiagurations d'installation d'um “quipement sur n'importe gquel avion.

'est ainsi gu'un Squipement gualifié selon une certaine morme peut fventuellement Btre ai-
mensionn® de fagon insutfisante, ou 3 l'inverse 8tre artificiellement handicapé du point de vue poilds

ou calt.

La prise de canscience de cet état de fait en France a conduit les irdustiries et les admi-

nistrations compftentes 3 entreprendre deux catfgories d'action

- Am¢liorer la qualité des normes, en gpprofondissant les critdres de choix de siv'rit’.
Cette action veut Btre mende sur une base internationale.

~ Ge donner les moyens de mesurer, quand cela est nicessaire, l'ervironnement vibhratoire
reel & 1'emplacement d'un équipement, afin d'en tirer un proagramme d'essai plus rifaliste.

La premidre partie de cette conférence traitera donc des mesures vilratoires relev’es oo
virl, la comparaison aver les normes ou documents.

lLa seconde partie exposera le point ol en est la coopliration anrteraatiorsie dane (' f1ee

ration des narmes.




Mesures vibratoires relevées en vol

fn 1976, il a été créé en france une banque de données ges enregistrements vibratoires re-
levés sur avion. La gestion de cette banque a été corfiée au Centre d'issais Aérorautique de Tool.ose,
qui s'efforce de recueillir

- les données d:sponibles sur les avicrns d'état frangais

- les donmées que peuvent lul appoarter les corstructeurs

L 'ensemble de ces informations sont contenues oans divers documerts qui couvriert les afro-
nefs les plus variés, tels gque

- A 300 B, Caravelle, Nord 50

- Cescna 41!

- Nord /50! et Tranmsall

- Mirage F1, Jaguar, Alphajet, Mirage III, Mirage Iv

- Mirage 2000.

Les planches n°! 3 9 présentent quelques résultats typigues contenus dans cet*e hangue de

données
- Planche n°1 4 300 -~ Pylone central
- Planche n®2 C160-Transall - Plarncher de soute
- Planche n°3 N2501 ~ Moteur droit
- Planche n%4 Caravelle - Bati d'essai en cabine
- Planche n°$S Mirage II! - Mesures sur réacteur
- Planche n°% Mirage F' - Soute radio arrigre
- Planche n®7 dlphajet - Radio sonde
- Planche n°8 Mirage 2000 - Gonio
- Planche n°9 Mirage f1 avec charge ventrale -~ Attache avant

Les planches présentées montrent qulune synthése générale de ces informations r'est pas
aisée. Cependant, les conclusions génfrales qui se dégagent indiguent

- Le DO160-ED 14 precente des niveaux d'essai assez réalistes, sauf en ce gui concerre les
basses fréquences.

- La norme MIL-STD-B10 C ne rend pas compte de phénoménes ponctuels tels que les fréque-ces
moteur ou le comportement localisé des charges extérieures.

3°) Etablissement des spectres d'essai 3 partir des_donnfées relevdes en vol

La banque de données une fois constituée, il importe de pouvoir l'exploiter pour pouvoir
extraire des spécifications d'es<ai, destinées & 8tre insérées dans une norme ou non.

En effet, il n'est la plupart du temps pas réaliste de vouloir couvrir la vie d'u~ fcuipe-
ment en simulant les centaines vaoire milliers d'heures sur un excitateur, pour des raisons évidertes
de colt et de délai.

On est donc amené 3 élaborer des méthodes de compression de temps telles que les essais
ainsi effectués restent représentatifs du comportement de l'fquipement sur avion.

En France, ce probléme s'est posé en premidre urgence dans le domaine des missiles qui sont
soumis 3 des contraintes vibratoires essentiellement dans les phases de transport logistique et d'em-

port tactique.

Un groupe de travail de spécialistes a ¢té constitud au Bureau de Normalisation pour 1'Aé-
ronautique et les résultats de ses travaux font l'objet d'une série de Recommandations ( voir ref.2 ).

RE Aéro 612-10 - Généralités

RE Aéro 612-11 - Guide de choix c¢:s méthodes d'étahlissement des spécifications d'essai
RE Aéro 612-12 - Méthodologie
RE Aédro 612-13 - Etablissement des spécifications d'essaispar la méthode des enveloppes

de densité spectrale

RE  Aéro 612-14 - ftablissement des spécifications d'essais par la méthpde d'équivalen-
ce des niveaux extr@maes ou du dommage par fatigue

RE Aéro 612-19 - ftablissement des spécifications d'essais par la méthode d'élimination
des valeurs non contraignantes

RE Aéro 612-16 . Synthese-type dee niveaux rencontrés sur véhicules terrestres (612-16)
a 18 marins (612-17) et aériens (612-18)
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sohemgtiquement ces diftérentes métr saes rell5€ Y Sur lun D1LTCIRES So..or T
Lo Méthode ges enveloppes Je gensitd Spectrale RIS 3 BRI

rale ges niveaur D'essal mals 5o s )

- Augmentation o

ot

s v irannement réel,

Durfe a'essai : jusqge'd 29N e Lo oaarie roelle sfemplon.
- Aygmentation des riveauwx faibles mals sats arals 1 rassel Lel Llen e
r.orement réel.
Curte ae l'es.ai ¢ 0oa “O% ge lo cuor roatemplio:
- fugmentation géndrale des -~iveaux e A PR par rappozt
t'our les vihrations aldéatcires, < & 7 oe la f.rie 1 elle

. - iguivalence des riveaux extr@mes oo commgies parl ‘ati-

Cetre méthode corsiste 3

- Déterminer les cortraintes extr@mes ar Ses por Jle-uiroemement el

les comtraintes de fatigle

denser ces deux Sifme-ts e~ me spicificatior o'egsal

3 P.% de la durde riéel.e glemploi

Durde g'essai :

2.1 - Elimination des valeurs ~o- coriraijtantie

Le processus est (e sulvart

- Tous les niveaux de l'erviror~emert réel inférieurs 3 ur seull arhitraireme~: crzisi —e sc-t
pas pris en considératicr.

- Tous les niveaux dépassant le seuil scnt classdés en amplitude et fréque-ce et Zroupds ool
former des sféguences d'essai.

Durde d'essai : 3 3 5% cde la durée réelle d'emploi.

L'utilisation de ces différertes métnocaes suppose la corm-aissance ce l'e~virc--emert rdgl,
1y

A titre expsrimental, il a 6t® &tabli des syrthises~type gul donrent ure idée ce l'e-virc-~e-
ment réel en l'absence de mesures particuliéres.

Des exemples de données synthétiques sont présermtss planches ~°10 er 14,

A titre d'exemple, 1'flaboration de spécificatiors-cadres pour un profet clavicn determis-é
est présentd planche 12,

4°) Pregrds dans la coopération internationale

Dans le domyine de l'aviation commerciale, une traditicon de coapfératio-~ inter-atio-ale
s'est progressivement développéedepuis 10 ams enviton au sein de la RTCA et ae 1't. =ICAC0.

Le PO Y60-ED 14 a été 1ssu en 1975 sur la base d'um travail auquel or. participé des recré-
sentants des USA, de la Grande-Bretagre, de la Rf\, de 1'URSS et de la France.

En 1978-79 a été entreprise la premidre révisior du document, dité er 1987 sour la réfs-
rence DO 160A - £D14A qui présente des ameélioratio s substantielles par tapport 3 la premifre version
de 1975.

La philosophie de ces ar liorationrs, fondéfe sur l'expérience europienne de loncorde, a ¢t
exposée au 482me SMP 3 Willjamsburg par MM. PAYNE & NAYLIR de British Adrospace { voir Ref. 1 Y.

La préparation du DO 160 A - D 14 A a été mende 3 ciem dans un esprit de coopératicr re-
marquable, & tel point gue ce document a été transform® en norme [50 socus la référence [S0-7137, et
a regu l'approbation de l'unanimité moins une voix et .'! abtenticns des Stats membres.

Pour ce qui est de l'aviatior militaire, la coopdration n'est pas, 3 ce ‘cur, aussi ftroite.
[l existe des normes natinnales rédigées dans un esprit différent d'un pays 3 l'autre, rendant diffici-
le la comparaison de qualité d'un équipement que l'on désiterait monter sur un avion construit dans un
autre pays.

Dtautre part, les programmes en cogpfiration récents, en particulier la Nacelle ATLIC
{ Thomsan (5F - Martin Marietta ) impose une définition commune de spicificatinne,

Ceci a danc conduit 1'AGTE { Association pour les Sciences £t lechniques de 1'{-vireor-ement)
2 prendre contact avec ses homologues américains, britannigques et allemands pour tenter de reé€léchar
ensemble A l'amélioration de la norme américaine MIL-STD-810 C.
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QUALIFICATION OF EQUIPMENT FOR GUNFIRE INDUCED VIBRATION
by
A. Peacock
Group Leader Specialist Functions, Stress Office
British Aerospace Public Limited Company
Aircraft Group
Warton Division
Preston

U.K.

SUMMARY

For the Tornado Mk 1 aircraft, the method used to ensure that equipments withstand
gunfire induced vibrations are described. The derivation of test spectra from rig and
aircraft measurements is explained. Test failures and in service malfunctions are
reviewed. A comparison with Mil specification is made. Proposals for research and for
clearance of the next aircraft are given.

1. INTRODUCTION

The Tornado Mk 1 is a twin-engined, two seat, supersonic aircraft. It has a
variable wing geometry to provide flexibility to meet the multi role requirements of its
three sponsoring countries, West Germany, Italy and the United Kingdom. It is designed
and manufactured jointly by MBB in West Germany, Aeritalia in Italy and British
Aerospace, Warton Division in the United Kingdom.

British Aerospace have design responsibilities for the front fuselage in which the
fixed armament, comprising 2 x 27 mm IWKA - Mauser cannon are installed. They can be
fired at either High or Low rates of fire.

A large number or equipments are mounted ir the vicinity of the gun and are
therefore subject to the relatively brief but intense vibrations caused by gun firing.

Figures 1 - 6 illustrate the aircraft and the positions of the guns and equipment.

The methods used to ensure that the equipments withstand gunfire induced vibrations
are described.

Recommendations for clearing future aircraft and for further research are made.
2. BACKGROUND

Since, at least, the early 1950's equipments have been cleared for use on aircraft
by testing to levels completely defined by specifications such as Mil-Std 810 Method 514,
USA, and BSG 100, UK, refs 1 and 2. The test vibrations applied were generally very
severe compared with actual vibrations which occurred on aircraft, but did not cause
undue hardship to the eguipment designer, and resulted in an acceptable failure rate.

Until the mid 1960's no special design features or additional vibration qualification
was required to cater for gunfire induced vibration. Nevertheless, equipment failures
due to gunfire vibrations were infrequent.

About this time, due to introducing more powerful guns and changes in equipment
design, eg. introduction of miniature amplifiers, measurements were made on several
aircraft. Using data from aircraft F-4E, SUU-16 and F-5A, R.W. Sevy and J. Clark
developed a gunfire vibration prediction technique, ref. 3, which was the philosophy
behind the first gunfire vibration specification, ref. 4.

A major difference between this ref. 4 specification and refs. 1 and 2 specifications,

was that it required random vibration testing, over the frequency range 150-2000 Hz,
whereas clearance to refs. 1 and 2 could be achieved by sinusoidal testing. For more
detailed comparison of spectra sec paragraph 6.
3. EVALUATION
3.1 Initial Design

During the initial design phase, in the late 1960's, it was considered that:-

. the failure rate due to gunfiring, of equipment qualified to ref. 1, would be
acceptable.

. until measurements become available, it was not possible to specify a
realistic vibration level.

The ref. 4 gunfire vibration specification would be unrealistic.




. For equipments close to the gun, it is not possible to meet the ref. 4 gunfire
vibration requirements. Therefore, if ref, 4 is used, a large number of
equipments would have to be repositioned.

Later information indicates that these assumptions are correct.

. It was typical for designers to qualify equipments to the normal vibration
requirements of ref. 1,

It was decided:-
To measure vibrations on a gun rig which consisted of a front fuselage.
. Not to install anti-vibration mounts in the initial design.

To leave room to install anti-vibration mounts if measurements show that this
is desirable.

3.2 First Measurements
3.2.1 On rig

The first vibration measurements were made on a gun rig, which represented the
aircraft structural standard forward of Frame 8000, ie. the forward 8 metres of the
aircraft. See figs. 5 and 6. The canopy was omitted and the cockpit area was empty
apart from structure representing the ejection seats in mass. Equipment shelves and
secondary structure were included. Equipments were represented by models or prototype
units of the correct mass.

Vibrations were measured, in all three directions, at eighteen locations on
shelves and on structure adjacent to shelf attachments. The levels were fairly high and
significantly above the .0492/Hz, 'no test' level, of ref. 4.

3.2.2 On aircraft in Butts (Anti-Vibration Mounts Not Installed)

At this time the first prototype aircraft fitted with guns became available.
It was installed in the butts and extensive vibration measurements were taken during
gunfiring. Although different in detail the levels were similar to those measured on the
rig.

3.3 Installation of Anti-Vibration Mounts

Equipment specialists advised that the levels which were measured on the equipments
nearest to the gun muzzle could possibly result in redesign being required. Tt was
desirable to reduce high frequency vibrations, about 100 Hz, say, but low frequencies,
below 100 Hz, were not considered to be a problem. (It is noted that for testing to the
ref. 4, Mil-Spec, the maximum level is applied over the 300-1,000 Hz range and vibrations
are not applied below 150 Hz).

Therefore, for equipments mounted within 2.5 metres of the gun muzzles, other than
those in the forward equipment crate (see fig. 5); anti-vibration nounts (which attenuate
high frequencies but amplify low frequencies) were installed between structure and
equipment shelves, or for equipment attached directly to structure, between the structure
and equipment.

Since the resulting increase in deflection at the lower frequencies could reduce
the accuracy of one of the pilots' instruments, the forward equipment mounting was not
changed. The design of the main crate mounts included rubber bushes, which are a form of
anti-vibration mount.

Anti-vibration mounts were not installed in the cockpits or at equipment or shelves
more than 2.5 metres from the gun muzzles, since the measured levels were not as severe.

3.3.1 Gun Rig Measureme=ts

Th: s modification was made on the gun rig and vibrations again measured. As
expected, the levels at higher frequencies were significantly atteguated, but at relatively
low frecuencies were amplified. However the 'no test' level 0.04g%/Hz was exceeded on
most equipments.
3.3.2 On aircraft in Butts (Anti-Vibration Mounts Installed)

Following installations of the anti-vibration mounts, the prototype aircraft was
returned to the butts and extensive vibration measurements were again performed. In some
cages, at some frequencies, the levels were higher than measured on the gun rie,

3.4 Clearance for Prototype Airfiring. Table Testing

Prior to airfiring, it was necessary to demonstrate that 'safety critical', ie.
failure of which could result in loss of alrcraft or crew, equipments would not fail or
malfunction due to gunfire induced vibrations.
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Each of the, approx. 30, safety critical equipments was installed on a vibration
table and vibrated, to levels, measured on the aircraft during butt firing or on the rig,
for five minutes in each axis.

In order to minimise delay between completion of butt firing and air firing, the
first equipments were table tested to levels measured on the rig.

Where aircraft butt levels exceeded rig levels repeat testing to the butt levels
was carried out.

If failures occurred, equipment was modified and the test repeated.

3.5 Prototype Aircraft Air Firing Trials Table Testing
3.5.1 Initial Trials

During the initial airfiring trials, the vibrations measured in each flight, were
compared with the levels to which safety critical equipments had been tested, before
clearing the aircraft for the next flight.

The airfirirg levels were generally lower than the butt levels. However, for
nine equipments, in one or more axes, air firing levels exceeded butt levels over part of

the frequency range. For these equipments and axes, repeat table testing was carried out
at the air firing levels.

Since, the increase in levels did not coincide with equipment resonant frequencies,

the overall grmg was less during air firing, and the rate of equipment malfunction had
not increased as a result of gunfiring; it was not considered necessary to delay the next
flight until table testing had been completed.

3.5.2 Full Prototype Clearance

During the aircraft life, the total duration of gqunfiring will be more than 5
minutes. It was therefore decided to increase the table test time for each equipment and
axes to a total of 15 minutes., In the additional test.ing, levels measured during air
firing have been used,

3.6 Pre—-Series Aircraft Measurements

A pre-series aircraft, with equipments and structure more representative of the
production standard has been instrumented to measure gunfire induced vibrations.

Levels at the radar, which was not installed on the prototype aircraft, have been
measured during butt firing and will be measured during air firing.

Measurements at a few of the same locations as for the prototype aircraft,
generally showed similar levels. Therefore it was not necessary to repeat the table
testing on any equipment.

3.7 Production Equipment Clearance

Production equipments which are either 'safety critical' i.e. failure of which
could result in loss of aircraft or crew, or 'mission critical' i{.e. failure of which
could result in the mission being aborted, have been table tested to gunfire induced
vibrations.

About 70 equipments were tested compared with 30 prototype equipments. The
increase is due to a large number of safety critical equipments as well as the inclusion
of mission critical equipments. (The number of safety critical prototype equipments is
relatively small due to the aircraft being monitored by telemetry).

At several times in the whole programme a review was undertaken to see whether a
pragmatic solution and demonstration by careful testing on the ground and in the air
could suffice. However, in view of the importance of the programme, a rigorous approach
was specified.

4. COMPARISON OF VIBRATION LEVELS. DERIVATION OF TABLE TEST SPECTRA
4.1 Measurements

During rig firing, vibrations were measured on wooden mass correct dummy equipments
and also on aircraft structure, and equipment shelves.

On the aircraft during butt firing, measurements were made on safety critical
equipments, and at a few locations on aircraft structure and equipment shelves. This
involved the use of both ground and aircraft instrumentation.

During air firing, only 9 vibrations could be recorded during each shoot. But a
switch allowed 3 different sets of 9 vibrations to be measured in each flight. 1In total
measurements were made in all three directions on or adjacent to,about twenty equipments,

and in one or two directions on or adjacent to.,a further ten equipments. The majorit¥ of
the accelerometers were mounted on the equipments, with only a few mounted on the shelves
adjacent to the equipments.

S 5
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In every shoot a minimum of ten rounds were fired from the gun, single qun
firing; or each yun, both guns firing.

4.2 Comparison of Levels

Levels during firing at the low rate of fire were generally lower than during
firing at the high rate of fire but wr Quc:! pese o0 diireren treaaen o, the ganfire
rate and its harmonics.

The levels during flight are generally less thin the levels during butt firing.
But for some equipments the in-flight levels were higher over part of the freguency rance,
see fig. 7.

No change in vibration level with 'g' or speed has been observed see fig. 8. There
is scatter between levels measured at nominally identical flight conditions see fig. 9.

On both rig and aircraft, vibrations were measured for two gun and single gun
firing, and for both rates of fire.

4.3 Table Test Spectra
The method of obtaining table test spectra is shown in figure 10.

For initial clearance, prototype equipment was tested to the envelope of measured
levels at the high rate of fire. The sinusoidal vibrations which occur at the gunfire
frequency and its harmonics were not applied.

For clearance of production eguipment and final clearance of prototype eguipment,
the test levels were the envelope of levels measured on aircraft or rig, increased by
3 dB over the full frequency range. This is a factor of 2 (= antilog ) on
(acceleration)? and a factor of 1.414 (= v 2) on acceleration. 10 10
The factor is similar to that used for aircraft metallic structures which are designed and
tested to 1.5 times the maximum accelerations which are expected to occur. Sinuscidal
vibrations which occur at the gunfire frequency and its harmonics were applied. The
production equipment was tested to high and low rate of fire, and to butt levels. Since
the test levels included a safety factor, it was not necessary to factor the test times,
which are therefore based on predicted gun usage.

For initial prototype clearance, where the vibrations were measured on wocden cummy
equipments on the rig, the dummy equipment was installed on the vibration table to obtain
input test spectra. The test equipment was then installed on the table and the same input
levels applied.

During table testing of prototype equipment to vibrations measured on aircraft, the
control accelerometer on the test equipment was mounted at the identical position to the
accelerometer on the aircraft, and it was no longer necessary to obtain input levels.

For many production equipments, vibrations measured on another eguipment mounted on
the same shelf were used. That equipment had to be installed on the vibration table in
order to determine input spectra.

The test spectra for a typical equipment is shown in graphical and tabular form in
figures 11 and 12 respectively.

5 EQUIPMENT FAILURES. TABLE TEST EXPERIENCE/SERVICE EXPERIENCE
5.1 Table Test Experience

During table testing, some circuit breakers tripped and contactors bounced. Design
modification consisted of changing the local stiffness of the equipment structure upon
which the breakers or contactors were mounted. One solution was to mount circuit
breakers on a proprietary damping panel, the outer layers being metal and the inner layer a
proprietary damping material.

Other failures consisted of nuts backing off, soldered joints failing and
amplifiers coming loose from cards. These were easily solved by small changes in the
locking method, position of hold down wires, or bonding to cards. Many of these failures
were due to the quality control during build of the test box being lower than for aircraft
equipment., Use of the correct guantity of 'Araldite', a proprietary glue, solved several
of the problems.

5,2 In Service Experience

For the aircraft which has carried out the most gunfiring, an analysis of thc
defect rate over a fifteen month period prior to airborne gunfiring, and a fifteen month
pericd during airborne gunfiring trials, showed that gunfire vibration has little effect
on defect rate either collectively or on individual items, see fig. 13 16 equipment
defects were attributed to gun firing vibration. These equipments all had faults that were
highlighted during the firing of the guns. The faults, stripped threads, loose wires;
earth wires disconnected, incorrect crimps and incorrectly fitted printed circuit boards
would very likely have eventually been exposed during normal flying and were largely a
function of quality control.
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6, COMPARISON OF TEST SPECTRA WITH MIL-SPECS

For equipment installed in the forward equipment crate, a comparison of test spectra
obtained from MIL SPECS, refs. 4 and 5, with the spectra we derived from measurements on
alrcraft is shown in figures 14 and 15. The levels measured during one air firing shoot
are shown for comparison.

Major differences between the specifications are:-
6.1 Mil-Std 810B Method 519.1 Vibration Gunfire

Random vibration testing is required over the frequency range 150-2000 Hz, with
constant maximum level between 300 and 1,000 Hz., No vibration below 150 Hz and no
sinusoidal inputs are required.

Except for a reduction for equipments whose mass is greater than 80 lbs, the levels
are completely defined by the distance of the equipment from the centroid of the gun muzzles
and the kinetic energy of the rounds when leaving the muzzle. Levels decay with distance
from the centroid of the gun muzzle.

Testing is for 15 minutes in each of the three axes.

If the maximum level is less than .04g2/Hz testing is not required.

6.2 Mil-Std 810C Method 5192 Vibration Gunfire

Random vibration applied over the range from 0.8 times the gunfire frequency to
2,000 Hz and swept sinuscidal vibrations at the gunfire frequency and its first three
harmonics. (Sweep range is 0.8fy to 1.2f], 1.6f) to 2.4f], 2.4f; to 3.6f1 and 3.2f] to
4.8f] where f; is the gunfire frequency).

Unlike 810B Method 519.1, the random level varies over the frequency range. In
addition to energy of the round when leaving the gun muzzle, and distance from the centroid
of the gun muzzles, the levels are dependent upon whether the equipment is mounted on
primary or secondary structure, and other parameters such as distance from aircraft
surface, whether the gun protrudes clear of the aircraft etc.

It is noted that, in this specification the energy of the rounds is ‘'explosive
energy minus kinetic energy' whereas the 810B Method 519.1 it is 'kinetic energy' alone.

Testing is for 15 minutes in each of the three axes.

Unlike 810B Method 519.1, a minimum level below which testing can be deleted is
not specified.

For equipments mounted on secondary structure, the random levels are up to 23 dB
lower and the sinusoidal levels up to 17 dB higher than if they were s‘milarly mounted
but on a primary structure. See figs. 14 and 15.

6.3 BAe's Test Spectra

Random vibration is applied over the frequency range 10-2,000 Hz, and, if measured
on aircraft, sinusoidal vibrations at the gunfire frequency and its first three harmonics.

Sinusoidal vibrations do not always occur and are rarely reguired at more than the
gunfire and one other harmonic.

Total test time is 21 minutes in each of the three axes. (10 minutes to low rate
of fire, airfiring, 5 minutes to high rate of fire, airfiring 1 minute high rate of fire
butt firing).

6.4 Comparison

If the forward equipment crate is primary structure, which we consider to be the
case, figures 14 and 15show that the later Mil-Spec, Mil-Std 810C Method 519.2, test
requirements are more severe than those we have determined from measurements on aircraft.

If the Mil-Spec levels for equipment on secondary structure were used, the sinusoidal
levels would have been excessive but the random levels too low.

Within the scope of this paper it is not possible to detail the pragmatic relation
between the sinusoidal testing to ref. 1 and qunfire induced random vibrations.

7. RESEARCH PROPOSALS

Research is required to obtain a better understanding of gunfire induced vibrations.
7.1 The current specifications mainly take account of the gun blast energy and the
distance from the muzzle to the equipment. It is recommended that a mathematical model

should be developed to take account of structural stiffness and damping. The large bank of
data which exists within the industry can be used in the development of the model.
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7.2 In theory, it should be possible to reduce vibrations by changes to the blast
deflector, and to the aircraft structure in the immediate vicinity of the muzzle.

Several 'ad hoc' modifications to the deflector and fuselage structure were tested
on the gun rig, but made only small changes to equipment vibrations. Further thecoretical
. and test work to determine optimum blast deflector design is recommended.

8 PROPOSAL FOR CLEARANCE OF EQUIPMENT ON FUTURE AIRCRAFT

In the initial design phase, the 'normal' random vibraticn test spectra of ref. 6,
which is dependent on engine conditions and aircraft flight envelope; the gunfire test
spectra of ref. 5; and gunfire test spectra used for the current aircraft, factored by
gun blast energy, will be compared.

For the region where the gunfire spectra are significantly above the ‘'normal’
b vibration levels, all equipments, or the shelves on which the equipments are mounted, will
E be anti-vibration mounted.

Only one vibration test, to cover 'normal' and 'qunfire induced' vibrations, will be
carried out on each equipment.

For 'safety critical' equipments the level at every frequency will be the greater of
the 'normal' or 'gqunfire induced' vibrations. Any sinusoidal input, which may be required
at gunfire frequency, will be obtained from measurements on our aircraft, since the ref. 2
levels are excessive (see para. 6).

k For equipments which are not safety critical, the test spectra will be not less than

] the 'normal' spectra of ref. 6, but cen be less than the gunfire test spectra, which are
inevitably very severe compared with vibrations which occur on aircraft., It is expected
that this will be sufficient to achieve an acceptable in service defect rate, see para. 5.2.

Butt and airfiring measurements will be required on prototype aircraft to confirm
that the test levels applied to safety critical egquipments have not been exceeded.
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4

INSTALLATION OF CUNS IN THE FRONT _ FUSELAGE

FIG4
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3 Fig 15
E Comparison of test spectra with Mil-Specification
sinusoidal Inputs at Gunfire Fregquency
A. Mil Std. 810 B method 519.1 No sinusoidal inputs required. 4
: B. Mil std. 810 C method 519.2 i
1 B.1 Equipment mounted on primary structure b
. Sinusoidal sweep from 0.8 X to 1.2 X. §
£, = X Hz G peak 5.0 1
£, = 2X Hz G peak 5.0 )
£} = 3X Hz G peak 5.4 i
£, = 4X Hz G peak 5.7 )
B.2 Equipment mounted on secondary structure

Sinusoidal sweep from 0.8 X to 1.2 X

f, = X Hz G peak 41.9

f, = 2X Hz G peak 42.3

f1 = 3X Hz G peak 16.1

£1 = 4X Hz G peak 7.1
c. BAe test spectra

2.0 g peak at X Hz.
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DYNAMIC QUALIFICATION TESTING OF F-16 EQUIPMENT

T s 2

by
H. E. Nevius
Engineering Specialist
and
W. J. Brignac
Engineering Specialist Senior
GENERAL DYNAMICS
P. 0. Box 748
Fort Worth, Texas 76101

SUMMARY

Vibration prediction methods and qualification test procedures
are presented for F-16 equipment. Measured vibration levels are
also compared to the predictions.

The most severe vibratory environment is produced by the muzzle
blast pressure during gunfiring. Gunfiring vibration was measured
during the YF-16 prototype program which indicated a correlation
between vibration levels and distance from the gun port. Vibration
data is presented verifying this relationship. Vibration qualifica-
tion testing for the gunfiring environment uses a sweeping sinu-
soidal test level to simulate the gunfiring harmonics combined with
a random background level which represents the vibration caused by
the muzzle blast noise.

Nongunfiring random vibration test levels are shown for F-16
airframe zones. The prediction procedures were based on a rela-
tionshio between vibration and dynamic pressure using measured data
from other aircraft.

Vibration levels have been measured on fuselage mounted stores.
Predicted levels using Military Standards appear to be overly con-
servative when compared to the measured levels.

Other measured dynamic environments are presented which
include; (1) wing tip missile response to store ejection from
wing pylons and to jet wake encounter, (2) buffet response at
high-angles-of-attack. It is shown that high-angle-of-attack
operation does not induce significant vibratory levels on the
F-16.

INTRODUCTION

The development of vibration qualification criteria for new aircraft systems
generally uses Military Standards as guides. The requirements of the Military Stan-
dards are updated using applicable measured data from other aircraft. F-16 vibration
qualification criteria was derived in a similar manner using measured data from the
YF-16 prototype program and the F-1l1l in conjunction with the procedures of MIL-STD-
810.

A principal concern was the effect of gunfiring on equipment located in the
vicinity of the gun muzzle. The relative location of the gun and equipment bays is
shown in Figure 1.




GUNPORT

AFT EQUIPMENT BAY
FORWARD EQUIPMENT BAY

FIGURE 1 F-16 GENERAL STRUCTURAL CONFIGURATION

Basic armament for the F-16 includes a six barrel 20mm gun and air-to-air missiles
on each wing tip. The gunport is located adjacent to the aft equipment bay (aft of the
crew compartment). The gun mechanism and cartridge drum are mounted in the center
fuselage section, just forward of the wing. Equipment components located in the aft bay
are subjected to the highest vibration on the airplane due to the muzzle blast pressure
at the gunfiring rate of 100 rounds-per-second. The forward equipment bay, in front of
the cockpit, receives a relatively small amount of gunfiring vibration.

Other features of the F-16 include capabilities as a multirole high performance
(speed and load factor) tactical fighter with air-to-air and air-to-ground weapon
delivery. It is powered by a single afterburning turbofan engine (Pratt and Whitney
F100-PW-100) with a maximum thrust in the 25,000 pound class. Stores of various types
can be carried on underwing pylons, on the fuselage centerline, and on each side of the
inlet.

A nongunfiring vibration criteria was derived in addition to the gunfiring vibration
levels for equipment located throughout the airplane. External stores were
not covered in the initial F-16 vibration criteria. All stores used at the beginning of
the program were existing stores, already qualified for other high performance airplanes.

A measurement program was conducted to verify that the equipment qualification
levels were adequate. Included in the measurement survey was an investigation of low
frequency vibratory response due to store ejection, buffet, and jet wake encounter.
Measurements were also recorded on two fuselage mounted external stores.
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! GUNFIRING VIBRATION

During the development of the prototype YF-16, there was some concern for equipment
located in the aft equipment bay and the cockpit area near the gunport. There was also
a concern for the pilot when subjected to the muzzle blast noise. At the beginning of
the program, military specifications did not cover the gunfiring environment. Conse-
quently, a ground gunfiring test was conducted on the YF-16 to investigate cockpit noise,
stress levels on structure around the gunport, and performance of the 20mm gun and to
measure vibration levels.

Results from this ground gunfiring investigation provided a verification of the
adequacy of the structural design to withstand the muzzle blast pressure loads. A
redesign of the instrument nanel was required with vibration isolators installed to
protect the instruments which were only qualified to 2g's.

A lead/vinyl sheet material was added to the cockpit sidewalls to reduce the noise
entering the cockpit. Pilots comment that the gunfiring noise is 'noticeably loud but

g does not cause discomfort." Microphone measurements indicate no problems when the

i pilot is wearing a standard helmet.

The vibration measurements were used to derive a correlation between vibration and
distance from the gunport. A least-square statistical analysis was performed on the 1
measured data and the 95% confidence line represents the vibration-versus-distance
relationship plotted on log-log paper as shown in Figure 2. The roll-off at the higher 1
levels was obtained from F-111 gunfiring data. The equation for the straight line
portion of the curve (from 45 to 300 cm) is:

+ g's = 890/D(cm) (L

ol

where: D = Distance from gunport

100 ¢ ; .
é YF*IG PEAK V!BRATION LEVELS

i A= GROUND GUNFIRING

PEAK SINUSOIDAL VIBRATION +G'S

100 INCHES

L —s —_—t b2 s b Y i

10 100 CENTIMETERS
E VECTOR DISTANCE FROM GUNPORT ~ (D)

FIGURE 2 YF-16 MEASURED GUNFIRING VIBRATION

Gunfiring also produces random vibration due to muzzle blast noise. This random
vibration is most noticeable in the 300 Hz to 1000 Hz frequency range The gunfiring
measurements were analyzed in terms of Power Spectral Density (g /Hz) to determine the
random background vibration levels.
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A curve was derived for the random background vibration in the same manner used
to develop the sinusoidal level. Gunfiring random vibration relative to distance from
the gunport may be obtained from the following:

gZ/Hz = 3.8/D(cm) )

Figure 3 shows the sinusoidal and random vibration levels as a function of the dis-
tance from the gunport. The sinusoidal curve is the same as shown in Figure 2.
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FIGURE 3 GUNFIRING VIBRATION VERSUS DISTANCE FROM GUNPORT
The above curves are used to define the vibration levles required in qualification
test procedures.
GUNFIRING QUALIFICATION TEST
The vibration qualification test for gunfiring consists of a sweeping sinusoid

combined with a random background level. The frequency spectrum for the test is pre-
sented in Figure 4.
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FIGURE 4 FREQUENCY SPECTRUM FOR COMBINED RANDOM AND SINUSOIDAL
GUNFIRING VIBRATION
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The solid line is the sinusoid which is swept from 90 Hz to 1000 Hz following
the peaks and valleys shown. The peaks represent the first four harmonics of the
gunfiring rate with a +10% frequency band on each side of the harmonic. The dashed
line is the random vibration background level. The maximum level occurs between 300 Hz
to 1000 Hz and reduces at 4dB/octave to 100 Hz and 6dB/octave to 2000 Hz. Values for
maximum sinusoidal level (Gp) and random level (Gr) are obtained from equations (1)
and (2) or from the curves on Figure 3.

Test ducration required for the F-16 is one hour of sinusoidal sweeping per axis
plus six resonance dwells in the harmonics for 5 minutes each. Five minutes at dwell
plus sweep time is equivalent to 50,000 rounds which is the specification requirements.

GUNFIRING VIBRATION MEASUREMENTS

A typical spectral analysis of a gunfiring burst is shown in Figure 5. The plot
shows the response at the harmonics of the 100 rounds per second firing rate.
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20 100 1000
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FIGURE 5 SPECTRUM PLOT FOR GUNFIRING VIBRATION

The significant peak levels from this type of analysis are the data points plotted
in Figure 6. Gunfiring vibration from 24 accelerometers located at a distance of
100 cm to 320 cm from the gunport is included on Figure 6.

Inflight gunfiring vibration measured on the F-16A (single seat) and F-16B (two
seats) are compared to the curve derived from the YF-16 ground gunfiring test. This
comparison provides a verification of the adequacy of the prediction procedure for
inflight F-16 gunfiring.

i
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FIGURE 6 F-16 MEASURED GUNFIRING VIBRATION
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NON-GUNFIRING VIBRATION

Other significant vibratory environments are associated with jet engine exhaust
noise and inflight aerodynamic flow. The extreme aft engine location on the F-16
eliminated jet exhaust noise as a vibratory problem.

The increase in flow turbulence in the aft fuselage causes higher vibration than
seen in the forward fuselage with smooth surfaces and no discontinuities. The F-16
is divided into four fuselage zones of vibration plus the wing and tail zones. Figure 7
shows th~ zones along with the maximum gz/Hz required for performance qualification

testing.
..-7_7_

Zone 3C
.280

RIS A

FS 158 217 FS 343

-——— Zone lA—+ 1B-.r Zone 2A Zone 3A —

PERFORMANCE
TEST LEVELS l

.250

MAX gz/Hz = .025 .040 .070

Wing Zone SB
140 g7 /Hz

FIGURE 7 F-16 ZONES OF VIBRATION

The maximum predicted random vibration level for each zone was derived using YF-16
and F-111 measured data. It was established that the random vibration levels varied
as the square of dynamic pressure according to the following equation.

W, = Kq? (3

where: W
o)

random vibration level at a given flight condition (gz/Hz)

K

a constant depending on airframe location

q dynamic pressure (N/cm2 or 1lbs/ft?)

Thus, it is seen that the maximum vibration levels will occur at the maximum operational
dynamic pressure. The value of the constant (K) is provided in the procedures of
MIL-STD-810C (Method 514.2) or can be established from measured data. Constants (K)
were established for each F-16 zone and the maximum operational dynamic pressure used to
compute the performance level (Wy) for eac’s zone presented in Figure 8.

TEST LEVELS
AIRCRAFT ZONES MAX_PSD g%/Hz
ENDURANCE | PERFORMANCE A
1A - fFwd Fuselage .033 .025 .02
18 - Aft Equip. Bay .053 .0k .02
2A - Center Fuselage .093 .070 .04
2B - Wing Except Tip . 186 .I?O .04
2C - Wing Tip + Launcher 186 L1140 .0k
— - D U S
3A - Aft Fuselage .330 .250 .0k
3B - Engine Mounted Equip. - - -
3C - Hor. Tail & Vert. Tail Except Tip .370 .280 .0k
30 - Vertical Tail Tip .370 .280 . Oh
SUPPLEMENTARY SINUSOIDAL TEST Peak 0 Peak q

2C - Wing Tip + Launcher (4-10 H7) 7.5 5.0
30 - Vertical Tail Tip (15-20 Hz) 10.0 7.5

FIGURE 8 VIBRATION QUALIFICATION TEST LEVELS
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FIGURE 9 FREQUENCY SPECTRUM FOR RANDOM VIBRATION TEST

The frequency spectrum of Figure ? was obtained from MIL-STD-810C. The "A" level
is the value for low frequency random vibracion given in Figure 8.

VIBRATION QUALIFICATION TEST (NONGUNFIRING)

The F-16 random vibration qualification testing is patterned after the procedures
outlined in MIL-STD-810C. Two tests are required.

(1) Performance Tests - The equipment component must meet specified performance
while being vibrated at the performance test levels. These test levels are
the levels which occur at the maximum flight condition that the F-16 can fly.
One hour of testing in each of the three orthogonal axes is required using
the Figure 8 performance levels and Figure 9 frequency spectrum.

it it

(2) Endurance Tests - This test is an accelerated level so that a relatively
short test will be equivalent to the equipment service life. Equipment
functioning is not required during the test but must meet specified per-
formance after the test. The endurance test level is determined from
the following equation.

ol

W= (@/amay) 20D (VD) ) i
where: Qaax = maximum dynamic pressure
q = limit dynamic pressure 5.8N/cm2 (1200 1bs/ft2)
W = performance vibration level
N = number of high performance flight hours
T = test duration (hours)

The number of missions flown in the high dynamic pressure range are obtained from
an aircraft usage document. For the F-16, approximately 300 flight hours are accumu-
lated over the service life of the airplane at dynamic pressures greater than 1200
pounds per square foot. The dynamic pressure limit is the value prescribed in MIL-STD-
810C. A higher limit could be used but then the number of flight hours would be less
which should give about the same results.

The endurance test levels shown in Figure 8 are about one-third higher than the
performance levels.

A supplementary sinusoidal test is required for equipment mounted on the wing tips
and tail tips. These low frequency sinusoidal levels represent the structural response
of the basic modes of vibration.
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VIBRATION MEASUREMENT SURVEY

Seventy accelerometers were located near equipment components to investigate a
wide range of flight conditions. The general locations of these transducers are shown
below in Figure 10. 97
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FIGURE 10 TRANSDUCER LOCATIONS FOR VIBRATION SURVEY

The purpose of the vibration survey is to verify the adequacy of the predicted
vibration qualification test levels presented in Figure 8. Most of the transducers

are located in the equipment bays and in the cockpit to measure the gunfiring environment.

DATA ANALYSIS AND PRESENTATION

Data analysis of the recorded vibration levels is accomplished in a manner which
provides a direct comparison between the predicted levels and the measured environment.
For gunfiring, a narrow band frequency analysis is performed to obtain peak g's versus
frequency. The significant levels in the gunfiring harmonics are plotted versus dis-
tance from the gunport. The results are similar to the earlier test on the YF-16 proto-
type airplane (Figure 2). The regression line has the same slope and the equation for
vibration versus distance remains the same.

Acceleration spectral density analysis (g2/Hz) is used to analyze nongunfiring
random vibration. Maximum response levels and the corresponding frequency are plotted
on gZ/Hz-verSus-frequency plots to show a comparison between measured data and the
required vibration test envelcpe.

FORWARD EQUIPMENT BAY VIBRATION

The following figures show the required vibration test level for several aircraft
zones along with measured data. figures 11 and 12 present data for the forward fuse-
lage (Zone 1A). 1In Figure 11, it can be seen that the requirad test level is adequate
for the radar equipment area and is conservative in the low frequency range.

i

B
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FIGURE 11 VIBRATION MEASUREMENTS IN THE FORWARD EQUIPMENT BAY

Consequently, ths radar specified test levels were reduced to the dashed line
shown. The maximum g</Hz (above 500 Hz) remained the same as specified in the F-16

Environmental Criteria Document (16PS011B). The points shown on these plots represent
several flight conditions, including take-off, transonic flight, and high performance

flight.

COCKPIT VIBRATION

Figure 12 shows the data measured in the cockpit. The cockpit is part of Zone 1A
and is shown separately only to see if the vibration levels are different from the

equipment bay.
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FIGURE 12 VIBRATION MEASUREMENTS IN THE COCKPIT

The cockplt measurements indicate the same amount of conservation in the require-
ments for the low frequency range as noted for the forward equipment bay. The instru-
ment panel vibration levels are insignificant. This proves the effectiveness of the
rubber grommets supporting the instrument panel for the nongunfiring environment as

well as gunfiring.

e
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AFT EQUIPMENT BAY VIBRATION

The highest nongunfiring level measured in the aft equipment bay (Zone 1B) was
recorded at the base of the Fire Control Computer (FCC). Four flight conditions are
shown in Figure 13. This type of presentation is an envelope of the maximum response

levels recorded for a particular flight condition. An inspection of the data shows that

high dynamic pressure flight produces the highest vibration level. The low frequency
response is caused by atmospheric turbulence associated with flight over the desert at
Edwards Air Force Base, California.
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FIGURE 13 VIBRATION MEASUREMENTS IN THE AFT EQUIPMENT BAY

The endurance and performance test levels for Zone 1B are included on the data
plot. No change in specified test levels was recommended for the aft equipment bay
(Zone 1B) or for any of the remaining aircraft zomnes.

AFT FUSELAGE VIBRATION

Measured vibration levels in the aft fuselage were well within the required test
level except in the dragchute compartment. The dragchute compartment is an extension
of the rudder island structure directly above the engine exhaust nozzle. Either the
dragchute or an ECM Package is installed in this compartment on the Norwegian
and Belguim airplanes. Figure 14 shows a sketch of the aft fuselage with the location
of the triaxial accelerometer on the ECM Package aft rail.
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FIGURE 14 AFT FUSELAGE VT4RATION IN THE DRAG CHUTE COMPARTMENT
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Three flight conditions are presented in Figure 14. High vibration levels occur
when the speed brakes are extended which provides overall vibration levels about twice
as high as level flight. As expected, the high "G" wind-up-turn produced low fre-
quency response of the structure. Maneuvers are investigated further in the section on
"Other Dynamic Environment."

Measurements recorded during a maximum power takeoff were surprisingly low, con-
sidering the closeness of the dragchute structure to the engine exhaust nozzle. The
overall vibration level during takeoff was about half as high as the level flight
measurements.

WING VIBRATION

An envelope of vibration data from two triaxial accelerometers located on the wing
tip and wing front spar are presented in Figure 15. Transonic flight and subsonic
maneuvers produce higher vibration than recorded during the high performance flight.
The predicted vibration test requirements are considered adequate for this zone of the
airplane.
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.10}~ .85M/15000 FT 6.76 WUT g
O - .95M/5000 FT .7
A~1.2M/10000 FT "

PSD ~ gz/HZ
=]
—

.001 : l

10 100 1000 2000
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FIGURE 15 VIBRATION MEASUREMENTS IN THE WING

OTHER DYNAMIC ENVIRONMENTS

Equipment located on the wing tip and in the tip of the vertical tail must
operate in transient environments produced by some relatively severe flight conditions,
such as:

1. Wing tip response due to store ejection from wing pylons.
2. Jet wake encountered while chasing a maneuvering aircraft.
3. Maneuvers which produce high angle-of-attack.

STORE EJECTION SHOCK LOADS

Figure 16 shows the amplitude and duration of the wing tip response when a 2000
pound store is ejected from pylon Stations 3 and 7, (BL 120) while pulling a 4G
maneuver. A shock test of 30 G's with a 40 millisecond duration is required for wing

tip equipment.
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FIGURE 16 WING TIP RESPONSE DUE TO STORE EJECTION

AIRCRAFT WAKE ENCOUNTER

Aircraft wake encounter can represent a severe environment during air combat
maneuvering. During air-~to-air gunnery training, fighter aircraft frequently pass
within a few hundred feet of one another. Although experienced pilots attempt to avoid
directly penetrating the wake of another aircraft, this is not always possible. During
flight testing, the F-16 deliberately flew through the wake of a maneuvering aircraft
to investigate wing loads. The result was a large rolling moment applied to the air-
craft plus wing tip missile oscillations. The wing tip dynamic response was similar in
amplitude to the response measurements for store ejection. Consequently, the wing tip
shock test requirement representing store ejection, is also adequate for the dynamic
environment of jet wake encounter.

MANEUVER BUFFET

Maneuver buffet was investigated with accelerometers on the wing tip launcher and
on the vertical tail tip. The results of the buffet investigation indicated that more
response was due to low altitude atmospheric turbulence than was caused by maneuvers.
Vibration data was recorded during sustained turns to provide a constant angle-of-attack
(=). The flights were flown at 30,000 feet to eliminate the effects of atmospheric
turbulence. High angles-of-attack usually produce severe buffeting on the tail sur-
faces. However, the F-16 flew to an angle-of-attack of 24° without recording high
levels on the tail. Figure 17 shows the vertical tail frequency spectrum for a 5.8G
wind-up-turn and low altitude flying with atmospheric turbulence.
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A real time oscillograph record is shown in Figure 18 to evaluate the low fre-
quency response. Peak g's is more easily understood and can be compared to the
supplementary sinusoidal requirement for fin tip equipment.
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FIGURE 18 VERTICAL TAIL OSCILLOGRAPH RECORDS

These records show a randomly fluctuating amplitude with a maximum peak of +12 G's.
The supplementary sinusoidal test level of +10 G's (presented in Figure 8) appears to
be a good requirement for the vertical tail.

Wing tip records were similar to the vertical tail. Low altitude flight with
atmospheric turbulence produced higher levels than sustained wind-up-turns at high
altitude. The tip response was randomly fluctuating with maximum peaks of +10 G's.

EXTERNAL STORES

The vibratory environment assoclated with externally carried stores is a function
of the shape and size of the store and the amount of turbulent airflow around the
store. Aircraft vibration is not pgenerally transmitted to the store but aircraft
performance capabilities may influence the store environment.




A vibration estimation can be performed for several types of stores using the
procedures of MIL-STD-810. However, electronic pods are not covered in the predic-
tion procedures; therefore, a vibration survey was conducted on two electronic pods
on the F-16 to investigate the vibration environment for this type of store. Figure 19
shows the results from eight accelerometers on a lightweight pod (70 pounds) attached
to the inlet pylon on the R/H side.

Inlet spillage when the throttle is retarded was expected to be the worst flight
condition for a lightweight pod on the inlet. However, the results indicated that high
speed/low altitude flight and high angle-of-attack all produce about the same level of
vibration. 0 - TAKEOFF
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FIGURE 19 PAVE PENNY POD VIBRATION MEASUREMENTS

The other pod surveyed was a relatively heavy (320 pounds) laser designator pod
which was also attached to an inlet pylon. The flight test program investigated the
transonic flight region along with maneuvers. In Figure 20, it can be seen that the
only significant vibration occurs in the high frequency range. When comparing the
lightweight pod to the heavy pod, there is much less low frequency response recorded
for the heavy pod.
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FIGURE 20 ATLIS I1 POD VIBRATION MEASUREMENTS




Included in Figure 20, is the calculated test level wusing MIL-STD-810 prediction
procedures. The required levels appear to be too conservative. This conservatism is
caused by a factor of four increase in the estimated levels because there is no pre-
diction category for electronic pods. Eliminating the factor of four would produce
more reasonable test levels.

Another store survey was conducted on a B-61 weapon (700 pounds) mounted to the
fuselage centerline pylon. Sixteen accelerometers were recorded at 1.2M at 500 feet
above ground level. Figure 21 shows the levels which envelop the maximum data at i
four locations on the store. 1
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FIGURE 21 B-61 VIBRATION MEASUREMENTS

Considerable atmospheric turbulence is associated with flight at 1.2M at 500 feet 1
above ground level and this is indicated by the nose and tail response at low fre-
quencies.

Included on Figure 21 are the predicted test levels using the calculation proce-
dures of MIL-STD-810. Here again, the predicted levels are conservative whe compared
with measured data. However, the predicted levels are not unreasonable and ne low
measurements may be due to the compact, aerodynamically clean configuration of the B-61
weapon.

In conclusion, the vibration prediction procedure for equipment installed in stores
is adequate for missiles and bombs. However, the military specification should be updated
to include additional stores categories, especially electronic pods.
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DEVELOPMENT OF VIBRATION QUALIFICATION
TEST SPECTRA FOR THE F-15 AIRCRAFT
by
G. R. Waymon
Section Chief, Structural Dynamics

McDonnell Aircraft Company
McDonnell Douglas Corporation
P.O. Box 516
St. Louis, Missouri
63166
U.S.A.

Summary

The vibration test spectra used for an F-15 Eagle were
based on analytical predictions combined with measured data
from similar aircraft. The low frequency vibration below
approximately 50 Hertz results primarily from aircraft response
to gusts, buffet, landing, and taxi excitation. Vibration at
higher frequencies is primarily associated with acoustical
excitation and gunfire. The airplane was divided into regions
of comparable vibration levels. The test levels were derived
using the predicted spectra and applying factors to define a
performance and an endurance test. F-15 flight measured data
were used to update these predictions for the present test
spectra.

Introduction

This paper is intended to define the vibration criteria used for the F-15 aircraft
initially and the effects of measured data on updating the original criteria. As might be
expected the original criteria were based on analytical predictions that were modified by
experimental data accumulated on similar aircraft. Since the F-15 is a high performance
air superiority type aircraft similar to the series of F-4 Phantoms, it was felt the
environments of these aircraft would be similar and therefore experimental data obtained
on an F-4 were used in shaping the environment for the F-15. The philosophy of testing
for the F-15 was an extension of an apparent successful philosophy used on the Phantom.
The test procedures derived were consistent with those of MIL-STD-810.

The basic philosophy here is to define the minimum test levels regquired to
demonstrate confidence that whatever equipment 1is being tested will survive the
environment that it will be exposed to and for the period of time for which the total
aircraft is being designed. It is recognized that whatever prediction methods are used
will not accurately define the actual environment the equipment will see for any location
in the aircraft and for all flight profiles that will be flown. The intent is to predict
parts of the aircraft that will have different levels of vibration severity and take
advantage of these different levels in locating equipment and determine the sSusceptibility
of the equipment to these levels. Testing to these levels should emphasize the detection
of weaknesses in the equipment design rather than the ability to pass a somewhat arbitrary
test level.

An interior arrangement of the F-15 is shown in Figure 1 showing most of the
equipment installed in the forward one~third of the aircraft. The avionic equipment is
located primarily in the forward fuselage in three equipment bays. These equipment bays
are located forward of the cockpit, below the cockpit, and on both sides of the nose-wheel-~
well- compartment. In addition to the basic aerodynamic and engine effects on the
vibration environment, other significant impacts on the F-15 vibration environment are the
internal gun, the environmental control system, and ihe accessory drive system. The
internal gun is mounted in the right hand wing root with a muzzle blast deflector and
recoil adapters that minimize the impact on the avionic equipment. Mechanically trans-
mitted gunfire-induced vibrations are minimized because of the mass of the gun supporting
structure and the long transmission path. The environmental control system which provides
cooling for all equipment and the cockpit is located in the center fuselage just aft of
the cockpit. The accessory-drive system which is the link between the engine and rotating
equipment such as the hydraulic pump, generator, and jet fuel starter is located in the
aft part of the fuselage and produces a significant environment on its own., The F-15
design flight profile along with the air cuperiority mission have been incorporated into
the environmental vibration levels to be discussed herein.

Original Criteria

The design of the F-15 was a continuation of fighter aircraft design by McDonnell
Aircraft Company (MCAIR) and therefore, a continuation of the vibration philosophies used
on similar aircraft such as the F~-4, F~3H, and F-10l. The test levels specified f{or the
F-15 implement the requirements of MIL-STD-810 modified by available analytical and
empirical data. The original definition of vibration for the F-15 divided the aircraft
into 10 regions as shown in Figure 2. These regions define test requirements for any
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equipment located within that region. Regions 1 through 5 define the vibration environ-
ment of the basic aircraft for normal operating conditions. Regions 6 and 7 define
vibration environment for external stores; while regions 8, 9, and 10 define vibration
areas that are affected by gunfire and will need a supplemental gunfire requirement. Each
zone consists of two separate requirements, a totally sinusoidal requirement for
non-electronic equipment and a sine-plus-random requirement for electronic egquipment.

Figure 1. F.15 Internal Arrangement
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REGION 2 REGIOW 10
REGION 1
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REGION 6 EXTERNAL STORES FUSELAGE MOUNTED
REGION 7 EXTERNAL STORES WING PYLON MOUNTED

REGION 10
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Figure 2. Vibration Regions
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Conditions considered in predicting the F-15 vibration levels included engine ground
runs, taxi, afterburner takeoff and climb out, maximum dynamic pressure conditions, gusts,
high-load-factor windup turns, transonic flight, deceleration, landing, and gunfire. From
these analyses it was determined that the F-15 low frequency vibration, below
approximately 50 Hertz, results primarily from the aircraft response to gusts, landings,
and taxi excitation. Vibration at frequencies above the aircraft's basic structural
frequencies is primarily associated with acoustical excitations and guntire.

Figure 3 presents a representative spectrum for the original test levels and presents
both sinusoidal and random vibration levels for non-gunfire flight conditions. Figure 4
presents the gunfire requirements for a wing-root-mounted 20mm gun. Techniques used in
deriving these curves are covered in the following paragraphs. The test curves reflect
both a performance level test and an endurance level test for the non-gunfire and
performance only for the gunfire.

The performance level test is a short duration test (5 minutes) designed to show the
equipment can operate satisfactorily while being vibrated to the worst environment
experienced on any given flight. The long endurance level test (30 minutes) conducted at
a higher level is intended to demonstrate the eguipment will not be damaged or degraded by
exposure to the performance level vibration for a long duration (4000 hours).
Satisfactory operation is demonstrated only before and after this test. There is also a
supplemental real-time gunfire test of both sinusoidal and random testing for equipment
located in regions affected by the gun mounted in the wing root.
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Figure 3. Reglon 1 Vibration Test Levels
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Figure 4. Region 8 Gunfire Vibration Test Levels

Acoustically Induced Vibration

Vibrations associated with higher octaves are caused primarily by engine and boundary
layer noise. Estimates of these acoustically induced vibration levels for Regions 1, 2,
and 3 of the F-15 were made, utilizing a technique correlating the internal vibration
level with the external sound pressure level. This correlation technique was developed by
P. T. Mahaffey and K. W. Smith in "A Method for Predicting Environmental Vibration Levels
in Jet-Powered Vehicles,"” (Reference 1l). The vibration prediction procedure may be broken
down into the following steps:

1. Determine overall external sound presure levels

2. Determine the frequency spectrum of the noise field at selected locations on the
airframe

3. Using the frequency spectrum and overall sound pressure levels from above,
determine the octave band sound pressure levels

4. Using sound pressure level versus acceleration correlation curves, determine the
vibration level in each octave.

In order to develop confidence in this technique, a comparison was made between the
results obtained in Reference 1 and available measured data utilizing an RF-4C aircraft
{Reference 2j. In each case, the correlation technique does a reasonably good job of
predicting the vibration levels. It is believed this prediction technique provided
realistic estimates of the acoustically induced vibration environments for the F-15 since
the check case, the RF-4C, has aft engine locations and structural parameters similar to
the F-15.

The vibration prediction procedure may be used to determine the internal vibration
levels corresponding to any flight condition; hovever, typical fighter-type aircraft
encounter their most severe acoustically induced vibration levels during afterburner
runup, low-altitude transonic, or high-altitude maximum velocity flight.

The first step towards defining the acoustic environment was the identification of
the external noise sources. Boundary layer noise, in both smooth flow and areas of
separated flow, engine noise, and auxiliary power unit noise are the primary external
noise sources on the aircraft. In the following sections, methods of predicting these
noise sources are established and substantiated for use in the design and test criteria.

The F-15 external boundary layer noise has been predicted utilizing an empirical
approach with verification provided by data measured on F-4 aircraft. Figure 5 presents

the overall external boundary layer noise levels for the F-15 throughout the primary
mission.

"Methods of Flight Vehicle Noise Prediction" (Reference 3), presents a method for
predicting the overall boundary layer noise level (SPL) which is equation (1).

SPL, db = 20 Log)p (Dynamic Pressure, PSF) + 86 ()
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Figure 5. F-15 Overall External Boundary Layer Noise
Levels for the Primary Mission
Measured data from "Vibration and Acoustic Measurements on the RF-4C", (Reference 2),

are presented in Figure 6. From this figure it can be seen that equation (!) provides an
adequate and generally conservative prediction of the overall boundary layer noise levels
at both subsonic and supersonic flight conditions.
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Figure 6. Measured Overall Sound Pressure Level

An empirically modified approach to the determination of the boundary layer noise
frequency spectrum is presented in "Structural Vibrations in Space Vehicles" (Reference
4). This approach provides an octave band distribution that has good correlation with F-4
supersonic data. For the subsonic case, it was necessary to modi.fy the spectrum to
increase the power in the lower octave bands. Figure 7 presents sample comparisons of
measured octave band frequency spectrums from RF-4C versus data predicted by methods ot
Reference 4.
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Figure 7. Octave Band Distribution Measured vs Predicted

Jet Engine Noise

The F-15 Pratt & Whithey F1l00 engines are turbofan engines. The jet engine noise is
generated at the jet exhaust and the inlet noise is generated by the fan and compressor.
The inlet noise is normally 10 to 20 db lower at the source than the jet exhaust noise at
its source. Since the F-15 installation has an inlet duct approximately 18~feet long, the
inlet noise effects on the forward aircraft area will be of less importance. "On
Prediction of Acoustic Environments from Rockets" (Reference 5) presents a method of
predicting jet engine noise. MCAIR has modified this basic prediction technique based on
data from "Noise Produced by Aircraft During Ground Runup Operations" (Reference 6) and
correlation with data from "Methods of Flight Vehicle Noise Prediction"” (Reference 3}).
This prediction technique gives the sound power level as a function of the expanded jet
exit velocity and nozzle exit diameter.

To determine the sound pressure level (SPL) at any point other than the source, the
reduction of SPL due to the sound radiating from a source must be accounted for. The loss
can be from spherical expansion of sound (no reflecting plane) or hemispherical expansion
(with a reflecting plane). FPor spherical expansion, the loss is determined by equation 2.

SPL, db = -10 Logjg 4 -~ (Distance, Ft)2 (2)

For hemispherical expansion, the loss is determined by equation 3.

SPL, db = -10 Logig 2 - (Distance, Ft)2 (3)

In addition, a distance from the nozzle correction was required to obtain good
correlation with data from "Methods of Flight Vehicle Noise Prediction" (Reterence 3).

The predicted jet engine overall noise levels on the F-15 for ground runup at maximum
afterburner power are presented in Figure 8. For yround runup at military power, the
overall noise levels will be nine db lower. 1In flight, the engine noise field is dimin-
ished and translated downstream. Figure 9 presents the jet engine noise frequency
spectrum.

Steps 1, 2, and 3 of the predi:tion procedure were performed to determine the octave
band sound pressure levels for cach of the flight conditions. Figure 10 presents these
data for Region 1. This figure indicates that for Region 1 the maximum sound pressure
level occurs during low altitude transonic flight. This same procedure was used to
predict the sound pressure levels for Regions 2 and 3. These conditions then established
the maximum predicted vibration levels in each reguion. Figure 11 was utilized to
egstablish the vibration levels and Figure 12 presents the predicted sinusoidal and random
vibration levels so established for Region 1.
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Figure 8. Overall Sound Pressure Level Contours for
Ground Runup at Maximum Afterburner Power
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Figure 8. Jet Engine Noise Frequency Spectrum
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Figure 12. Vibratic. wns

The first phase of the analysis was conducted using the digital proyram "LAND", to
compute main gear reactions during landing. This reaction was obtained on a rigid
aircraft, and included the flexibility ari damping of the main gear and tire. To obtain
the flexible aircraft response due to landing, a direct analog computer was used to model
the flexibility of the fuselage and wing, using a beam-rod analog. The main gear
reactions from the "LAND" program were used as the forcing function on the analog
compute;, and time histories of the accelerations at various points on the aircraft were
obtained.

Gust

The evaluation of aircraft response to turbulence for the F-15 is basced on the
treatment of the vertical wind gust input as a random continuous time function. The
vibratory accelerations of the aircraft are calculated by power spectral density methods
for a representative cruise condition in the air superiority mission. The condition is
for a gross weight of 32,700 pounds and a Mach number of (.88 at an altitude of 42,700
feet. Six aircraft degrees-of~freedom were included in the analysis. They consisted of
rigid body pitch and vertical translation, the first two normal vibrations modes for the
wing, and the first two free~free fuselage vertical bending modes. The power spectral
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density of the acceleration along the aircraft fuselage and along the wing elastic axis
were calculated for a root-mean-sgquare gust velocity input of three feet-per-second. This
level of gust intensity is defined in AFFDL-TR-66-5B (Reference 7), as being a composite
average for all gusts encountered during flight. The peaks in the acceleration response
occur at frequencies of .4, 5.7, 12.4, and 24.4 Hz. These frequencies correspond to the
aircraft short period (rigid body pitch), first fuselage bending, and first and second
wing modes, respectively. The responses in the short period mode and first wing modes
predominate, with the remaining muues contributing a lesser account. These results are
used to define the 1low frequency fuselage environment. Representative sinusoidal
vibration levels for each resonant vibration freguency can be approximated from the area
under each response peak in the power spectral-density response plots, The results of
this evaluation are compared to the landing and taxi requirements in Fiqure 13.
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Figure 13. Low Frequency Vibration Displ t, Fuselag

Taxi

Taxi analyses were conducted on a dynamic idealization of the F-15 to determine
equipment vibration environments. This analysis was conducted on the CEAC direct analog
computer, utilizing photo formers to generate the landing gear input to the wing. This
input was computed, with a digital program, on a rigid airplane idealization, which
included the nonlinear effects of tire and strut., A maximum of two consecutive l-cosine
shaped bumps were considered for the runway shape, with two-inch amplitudes and 30-inch
lengths. The results of this analysis are compared with the F-15 equipment vibration
qualification test levels in this report. These test levels, which are based on landing
analyses and surveys of similar aircraft, are shown in Figure 13 and are adequate for the
average acceleration experienced during taxi.

Gunfire

Due to the wing root location of the internal gun system, the inlet duct and blast
diffuser protect the avionic equipment bays from any significant blast pressures.
Acoustically induced vibration from qunfire, theretore, does not represent the most severe
vibration environment in equipment bays forward of the muzzle. Gunfire will, however,
induce structure-borne vibration of significant levels in areas adjacent to the gun
system, due to oscillatory recoil forces. These recoil forces will induce substantial
vibratory response in the frequency range from the fundamental frequency of the lowest
firing rate (4000 shots per minute) to several harmonics about the highest firing rate
(6000 shots per minute).

Predictions of the vibration environment in areas surrounding the gun system were
based on experience gained on the MCAIR F-4E program. Figure 14 presents the maximum
acceleration levels measured during the F-4E program versus distance from the gun breech.
These levels are applicable to a 20mm gun system. These levels are then used to determine
the gunfire qualification test levels presented in Figure 4.

A review of the gunfire data obtained during the development of the F-4E qun system
indicates a sinusoidal test will most closely simulate the gunfire fundamental firing
frequency environment. These spectra are supplemented by the random curves of Figure 4.
The gunfire test procedures used represent a "real time" test.
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Figure 14. Vibration Levels Measured During 20 mm Guntire

Test Curves From Predictions

Test levels for vibration are established to insure satisfactory operation of the
equipment in the environment in which it will be placed (performance) and to demonstrate
an operational life requirement (endurance). Vibration testing to insure compliance with
each of these requirements, performance and endurance, may be accomplished using either
sinusoidal or random testing. Estimates of the required minimum test levels, using either
testing technique, are presented herein.

The predicted high frequency vibration levels derived earlier and presented in Figure
12 represent "average" vibration levels expected in Region 1. Therefore, they must be
adjusted by a series of factors, shown in Figure 15, to arrive at information which may be
considered generally applicable for qualification testing. The low frequency vibration
levels of gusts, landing, and taxi are computed short duration maxima and, therefore,
require no additional factoring to derive test levels.
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Figure 15. Summary of Factors Employed in Converting Predicted
Levels to Test Levels

For sinusoidal performance testing, utilizing test procedures called out in Rererence
8, the predicted levels shown in Figure 12 are multiplied by the factors described above.
The performance levels, thus calculated are shown as the dashed lines and are compared to
the levels specified as the minimum performance test levels in Figure 16 for Region 1. In
no case are performance test levels less than 3 g's called out for frequencies of 40 Hertz
or greater since this is considered to be the minimum level for a meaningful test. Test
levels at frequencies below 50 Hertz are based on the results of the aircratt response to
gusts, landings, and taxiing, as well as comparison with published data on fighter
aircraft.

For random performance testing, utilizing test procedures called out in Reference 8,
the spectrum shape shown in Figure 16 covering the 50 to 2000 Hz bandwidth was derived
from the predicted 1/3 octave band vibration spectra for Region 1. This same spectrum
shape is used for all random testing between 50 and 2000 Hz. For frequencies below 50 Hz,
equipment is tested sinusoidally to the performance levels previously developed.

To weight the vibration level in each region as a function of flight condition, it is
necessary to have information on the projected operational usage of the aircratt. A
tabulation, derived from a mission analysis for the F-15 showing the breakdown of
utilization at different flight conditions is presented as Figure 17. The flight time and
predicted vibration level for each flight condition are used in equation (2) to derive the
vibration level for a 30-minute accelerated life endurance test for sinusoidal vibration
and a two-hour test for random vibration. This accelerated life vibration test will
impose upon the equipment fatigue damage equivalent to the operational life ot the
aircraft.

2o
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Figure 16. Vibration Test Levels
PERCENT
FLIGHT CONDITION FLIGHT HOURS
TIME
GROUND RUNUP AND TAKEOFF - 53
AT CRUISE SPEED AT LOW ALTITUDE 20 800
ABOVE CRUISE SPEED AT LOW ALTITUDE 10 400
AT CRUISE SPEED AT HIGH ALTITUDE 55 2,200
IN SUPERSONIC FLIGHT 1 40
IN CLIMBS AND DESCENTS 14 560
TOTAL 100 4,053
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Figure 17. Times at Various Flight Conditions
Based on F-15 Mission Analysis

For sinusoidal endurance testing, utilizing test procedures called out in Reference
8, an accelerated life factor was derived by the technique developed in Reference 9.
Endurance test levels are established within the limitations that they should at least
equal performance test levels. The structure of the equipment being tested behave fairly
linearly at these levels relative to the performance test levels and they should result in
realistic test times. This may be accomplished by use of stress versus number of cycles
to failure curves (S-N diagrams). Since an item of equipment is usually made up of a
number of different materials, the test level is patterned for the material with the most
critical S-N curve. For typical equipment, this most critical S-N curve results in a time
compression factor of

8.7
Flight Time = Reference Acceleration (4)
Equivalent Time Actual Acceleration




Utilizing this procedure, the required sinusoidal endurance levels were calculated
for Region l. These calculated endurance levels, shown as the dashed lines, are compared
to the levels specified as the minimum endurance test levels in Figure 18. In no case are
endurance test levels less than 3 g's called out for frequencies of 50 Hertz or greater.
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Figure 18. Vibration Test Leveis

For random endurance testing, utilizing test procedures called out in Reference 8, a
technique equivalent to that developed for establishing the sinusoidal endurance test was
used to determine the accelerated life factor. Using the same critical S-N curve selected
for sinusoidal endurance testing, the relationship developed in Reference 9 between
acceleration power spectral density (PSD) and time for a random input is

4.35
Flight Time = Reference PSD
Equivalent Time Actual Acceleration (5)

The same procedure, used in calculating the sinuscidal endurance levels, is employed
whereby the required test PSD level necessary to yield fatigue damage equivalent to the
operational life of the aircraft is determined for a two-hour accelerated life test.
Figure 18 presents the reguired random vibration test levels for a two hour endurance test
for Region l. For frequencies below 50 Hertz, sinusoidal testing to the levels previously
determined is utilized, that is, no life factor is used for frequencies below 50 Hertz.

Flight Measurement Program

The flight test program consisted of selecting representative locations throughout
the airplane and installing tri-axial accelerometers at these locations. Figure 19 gives
an indication of relative emphasis on the more significant parts of the airplane where
most of the equipment is installed. The flight conditions where significant vibration
levels were anticipated were called out as shown in Figure 20. These flight test
conditions were intended to cover the complete aircraft envelope. Although specific test
points were specified for the flight test program it is significant to note that these
points may not be attained nor duplicated exactly for each set of measurands. These
deviations will be accounted for in the adjustment factors applied to the data.
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Figure 20. Flight Conditions for Vibration Data

Once data are obtained for all test points, the acceleration-versus-time strip-charts
are reviewed for specific points where further data reduction is to be performed. For
these points, one-third octave and power spectral density analyses are performed.

For each set of measurands the data are collected for all (light conditions flown and
data are overlaid on the same plot to accumulate a composite curve for that location. Two
types of composite curves were made: (1) One-third octave plots showing inches double
amplitude versus freguency for the sinusoidal data and (2) g2/HZ versus frequency for the
random data. One-third octave data are accumulated on the same plot to obtain the rel-~
ative frequency contributions of all flight conditions. These plots are used to define
the measured data for the sinusoidal test criteria. Examples of measured composites are
shown in Figure 21 for both sinusoidal and random data.
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Figure 21. Region 1 Vibration Levels - Non-Gunfire
Forward Fuselage

For random data, the composite of all the measured data in the axis or axes of
interest is accumulated on the same PSD plot similar to the sinusoidal one-third octaves.
Then, envelope the composite peaks and compute the overall RMS level (Go(RMS)). Then
lower the entire envelope uniformly such that its overall RMS level matches the maximum
overall RMS level of the measured data.

2
G2/Hz (Ref) = (G2O/Hz)(6_m> (6)
Go

This spectrum is then treated similar to predicted data. A similar composite was
made of the low frequency data in the frequency range of 5-11 Hz, which corresponds to the
fuselage fundamental modes. Data are presented as a function of fuselage location and
compared to the existing specification which reflects the fundamental bending mode shape.
This -~omparison i shown in Figure 22.
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Zoning

After review of the composite data for each location, all locations that show similar
levels are then collected to form a region similar to the regions used for the predicted
data. These new regions are defined in Figures 23 and 24 for both non-gunfire and
gunfire.

Test Curves From Measured Data

Once the data were accumulated as composite curves and grouped into representative
regions it was then necessary to establish test curves tor performance and endurance
testing. The method used to establish test curves was similar to that used for
establishing test curves from predicted data.
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Figure 23. Vibration Regions
Non-Gunfire
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Figure 24. Vibration Regions
Gunfire

To obtain the performance spectrum, multiply the composite spectrum by the factors a
and ¢ from Figure 15. Factor "a" (=1.5) accounts for not measuring the most severe
environment and .factor "¢" (=1.3) accounts for measuring separately along each axis when
vibration occurs 1in all three axes simultaneously. This process was used for both
sinusoidal and random spectra. The factors tor the random spectrum are applied to the
power spectral density as follows:

G2/HZ (Ref) (ac)? = G2/HZ (Perf.)
To obtain the endurance spectra multiply the performance spectra by the accelerated
life factor for the scrvice life desired.

For a service life of 4000 hours the accelerated life factor is;

Sinusoidal

Go-p (End) - (?g) (7
Go-p (Perf.) 5

Where T, is the number of hours the equipment will be exposed to this cnvironment in
a 4000 hour lifetime.
Similarly for the random spcctra this equation becomes;

Random

2 2
Gtz (End.) (@q) /n o)

G2/HZ(Perf.) 2

These resulting test curves are shown in Figures 25 and 26.




25A) LOW FREQUENCY VIBRATION LEVELS

(5 TO 11 Mz)
06
DISPLACEMENT
SINUSOIDAL VIBRATION TEST LEVELS IN.OOuUBLE 03 N
FORWARD FUSELAGE AMPLITUDE
01 0
_E_ 0.054 100 300 500 700 900
- FUSELAGE STATION - IN.
|—'—J-| RANDOM VIBRATION TEST LEVELS
— FORWARD FUSELAGE
10.0
0.01
= |
E ‘2 136
A B 1.0
[ 042 |oao
DISPLACEMENT 0.19
001 —+ 000079 — A —| [ .12 0.2
IN. DOUBLE 0001 E— A7) ACCELERATION 0.3 =4
AMPLITUD| = \ POWER | 0057 | ]oo:u‘
= \20003¢ 23 SPECTRAL =
- | E\\ DENSITY
- ‘1 P 00 oy, - 297
0.0001 l ‘x 0.0048
= 8) Oversli g, = 160
S N voon = 2 g oo
: B taw pment ndrmally mounted  perturmgnce Schedule “A) eguiDment noTme 1y Mounted endurance 2 0 hr sxs
— * bee Fogure 254 105 ampitude 0 5 11 by bang Scheoule (u; equpment nofmally mounted - performance = 05 hr axis
000001 | 0.0001 | ! ool
5 10 100 1,000 2,000 50 100 1,000 2,000
FREQUENCY - Hz FREQUENCY - Hz GP13.0800-25
Figure 25. Region 1 Non-Guntire Vibration Test Levels
SINUSOIDAL PERFORMANCE TEST LEVELS RANDOM PERFORMANCE TEST LEVELS
0.1 . 100
- OVERALL g, “ 809
0.014 10 =
1 * ) — 610
0.0 = -
E 169 [ ’0,%
- 1,
- 1| 3
o ACCELERATION 5
DISPLACEMENT - POWER -
INDOVBLE 000V SPECTRAL DENSITY =
AMPLITUDE g oz r
- 01
= [~
0.0001 |— B
= 001 =
- -
- -
4 L Uil | LI l 11t i
0.001
0.00001 =53 100 1.000 100 1.000 2,000
FREQUENCY - Hz FREQUENCY - Hz
ariye .
Figure 26. Region 13 Guntire Vibration Test Levels
Conclusions

This program shows there is a definite need to adjust the vibration requirement for
jet aircraft to take advantage of the differences in severity of vibration in locating and
testing of equipment that might be susceptible to vibration. It is intended to emphasize
the importance of using the vibration test level as an investigative tool as opposed to
arriving at some absolute test level to be used as a demonstration of meeting a
specification. The philosophy used for the F~15 was one of trying to determine basic
weaknesses in an equipment design and to initiate redesigns based on time to failure as
well as levels used.

Measured vibration data used for cowparison with the original predictions were
obtained well into the design and production phase of the F-15. They indicated the
vibration test levels should be generally higher in the freguency range above 200 Hz and
below 50 Hz and lower in the frequency range from 50 - 200 Hz. Based on this comparison
with predictions, the original qualifications were considered adequate since most of the
equipment critical frequencies fall in the 50 -~ 200 Hz range.
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SUMMARY

EQUIPMENT VIBRATION QUALIFICATION
FOR HARRIER AND HAWK ALIRCRALFT

by

D.C. Thorby
British Aerospace Public Ltd. Co.
Adrcratt Group
Kingston-Brough Division
Richmond Road
Kingston-upon-Thames
Surrey KT2 5Q8, UK

Equipment for later versions of the Harrier and all versions of the Hawk

aircraft has been cleared for flight vibration using test procedures based on the
current British Standard, 36100. The rationale used in applying this Specification,

and the flight vibration test procedures are briefly outlined from a practical viewpoint.

1.

2.

INTRODUCTION

The VTOL Harrier aircraft was develoned from the Kestrel prototvpe,
and entered service with the RAF as the Harrier GR.Mk.1. It is known as the
AVBA in the United States. The two latest variants are the Sea Harrier FRS
Mk.1 for the Royal Navy and the McDonnell-Douglas AV8B.

The Hawk is an advanced jet trainer, with strike capability, and is
currently in service with the RAF and a number of other air forces. It is
powered by a single Rolls-Royce Adour engine.

A1l equipment vibration specifications for these aircraft have been
based on BS3G100 since 1969 when it replaced BS2G190, so what follows is
essentially a nractical account of using BS3G100 for about twelve years.

OUTLINE OF BS3G100 AND SOME COMMENTS.
The essential provisions are:

(i) Initial and final resonance searches.

(ii) Vibration endurance test with wide-band random the preferred
method; frequency ranges 10-60Hz and 60-1000Hz.

(iii) Choice of standard test levels, .0005 gz/Hz to .05 gZ/Hz (Fig.1}.

(iv) Alternative test methods for vibration endurance test = sinusoisal

sweep (Fig.2), narrow-band random or resonance dwell.

{(v) Vibration endurance test time determined bv equipment usage, but
maximum 50 hours (divided into 20 hours vertical, 20 hours lateral,
10 hours longitudinal).

Some general comments on applying it are:

(a) The use of standard test levels in constant gZ/Hz, but with a
possible change at 60Hz is both simnle and adequate for most
purposes.

(b) Suppliers are required to discuss any proposals for the use of

two of the permitted test methods - resonance dwell and narrow-
band random sweep. Resonance dwell is really only suitable for
structurally simple equipment where the resonances are well-defineud
and obvious. Modern miniaturised equipment, which may contain
undetectable resonances obviousiy cannot be tested by this method.
There is no objection, in principle, to narrow-band random testing,
and it has some theoretical advantages over swept sinusoidal
testing, for example the amplitude distribution of the excitation
may represent random flight vibration more closely. The difficulty
is that there is a temptation to make the power spectral density
level within the narrow band equal to that specified for wide-band
testing. Due to the sweep, each equipment resonance is excited for
only a small proportion of the time, so the total test time has to
be considerably increased. This can be compensated by an incrzase
in spectral density, but the factor will depend on the particular
test equipment, so agreement between the parties concerned is essential.

(c) The determination of the duration of the vibration endurance
test from the proposed utilisation of the equipment, as suggested
in RS37100, is very difficult in practice, and tends to spoi) the
essential simplicity of the specification. For Harrier and Hawk
equipment this calculation, in any case, tends to require the
maximum 50 hours, so this has always been specified. This test
time is far longer than is required by any other national
specification, and there may be a case for reducing it, at least
for simpler equipment,




3.0. GENERAL PROCEDURES.

At the design stage of an aircraft, a great deal of equipment must be
ordered well before a prototype exists. Some vibration test requirements
must be issued, and these can only be based on standard specifications or
measurements on similar aircraft. It is as well to err on the high side at
this stage, both to ensure safetv, and also because it is far easier,
contractually, to reduce the requirements than to increase them. Cases where
suppliers are having difficulty can be treated individually, on merit.
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5.0.

4.0.

As soon as possible in the flight development programme vibration
measurements are made, and a much more realistic specification can be issued.
In the case of aircraft with a long develooment life such as the Harrier it
is found that much more equipment tends to be purchased against the test-based
specification than the original arbitrary specification. It is desirable to
carry out the vibration flight tests immediately after flight flutter tests.
Tnis is the earliest time that the whole flight envelope can be covered, and
instrumentation requirements are similtar, although the positioning of the
accelerometers for flight vibration recordings, and the recording bandwidth,
will be different from the flutter requirements. We believe that it is worth
retaining the flutter accelerometers as an extra set of vibration pick ups
to obtain useful data on the vibration of aircraft extremities.

At B.Ae. Kingston, environmental specifications are administered by the
Airworthiness and Avionics Departments, but a Structural Dynamics Specialist
checks Suppliers test proposals and, after the tests have be carried out, the
final report.

Twelve years ago some Suppliers in the UK were puzzled by references to
power spectral density, but fortunately the position has now changed, and most
are familiar with wide-band random test requirements and can carry them out.

HARRIER.

Original equipment for Harrier development batch aircraft was purchased
against the current British Standard at that time, BS2G100 (Grade A). Fairly
comprehensive flight vibration measurements were made in 1966. In those days
spectral analvsis was carried out with tape loops and analogue filters : 1/3 -
octave analvsis was normal. As a result of the measurements the vibration test
levels were changed, but the method remained sinusoidal. With the introduction
of BS3G100 in 1969, this was adopted as a framework for a revised test specification
and wide-band random tests were specified for the first time on this aircraft.
Fig.3 shows the vibration regions adopted. A rationale, based on BS3G100, and
described below in 7.0. for converting other test specifications for comparison
with the requirements was laid down.

Vibration levels on the Harr}er tend to be high, well abave the highest
category proposed by BS3C100 (.05 g</Hz) in aft regions, largely due to excitation
of the tail by jet noise. In these regions the highest vibration is encountered
on the ground. Vertical take off and landing do not produce excessive vibration,
since the jets are then deflected downwards, well away from the aircraft structure.
As with most highly manoeuvrable ajircraft, the worst vibration in flight is
associated with high angle of attack in turns.

HAWK.

BS3G100 was used to set the egquipment test levels (at .02 gz/Hz) initiatly.
Subsequent measurements (Fig.4 shows typical accelerometer locations) have shown
this to have been a reasonable choice. It is exceeded at the extremities of the
aircraft, generally not in those regions occupied by sensitive equipment. As
would be expected, it is those manoeuvres involving separated wing flow, high - g
turns, and since this is a trainer, spins, which produce the worst vibration.
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FIG.3 HARRIER VIBRATION ZONES
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FIG. 4 TYPICAL HAWK ACCELEROMETER POSITIONS

FLIGHT VIBRATION TESTS.

In principle, power spectra, like Fig.5, normally in gZ/Hz, are _
required at each accelerometer location in each manoeuvre for several
aircraft configurations. In practice, this could lead to a formidable i
number of spectra, most of which would show negligible vibration level.
One way to avoid this is to produce a continuous record of mean square
or root mean square vibration level in various frequency bands. Fig.6, ]
for example, shows the RMS output from two pickups for the whole of a :
Harrier test flight. The pilot's voice track and identification pulses
enable each manoeuvre to be identified, and power spectra can be produced
covering significant manoeuvres only. It is desirable to divide the
total freqguency band into four or five contiquous narrow bands to give 3
a rough idea of spectrum shape; if the choiceof which spectra are to be
produced is based aon the total RMS (Fig.6), high spectral densities in
particular narrow frequency bands mav be missed. The averaging time of
such a device is important. Simple lag smoothing, with a time constant
in the order of 0.2 - 0.5 second has been found suitable.

6.1. Non-stationarity.

The main analysis problem, particularly with small,
manoeuvrable aircraft, is non-stationarity of the signals. This is
illustrated by the record (Fig.7) from a 43g turn in a Harrier test flight.
The record of total RMS vibration shows that in this extreme case the
most severe vibration exists for less than one second. Care is necessary
to ensure that this worst vibration is captured by the analyser, and that
an excessive period of lower level does not 'dilute' the power density
measurement,. Also, a power spectrum based on (say) only a half-second
of data will be statistically unreliable. There appears to be no entirely
satisfactory answer to this problem, but the following could be considered:

{(a) Use of the "shock spectrum" rather than the conventional
averaged power spectrum. The shock spectrum records the
maximum response of a variable-frequency single-degree-of-
freedom filter to the signal.

{(b) Ensemble averaging of a number of similar manoeuvres.

(c) Flight procedures can be modified to contrive a longer
data sample in some cases - for example a turn may be 1

prolonged. 1

(d) Factors may be applied to the power density measurement
to allow for the non-stationarity. These can perhaps
be based on the ratio of peak to mean of the wide-band
response. This has occasionally been justified by showing
that the spectrum shage does not change appreciably for
considerable changes 1n total response at one aircraft
location.

VIBRATION TEST RATIONALE.

1f power spectra are measured in flight, and subsequently equipment
is subjected to the same spectral density on a test table, for a period
of time representing the life of the equipment, then no factors, with one
possible exception, need to be applied, in theory. (This exception, less ]
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important now than formerly, when relatively coarse analysis bands were
used, is a correction for the fact that aircraft structural resonances
could have much narrower band-width than the analyser, so significant peaks
in the spectrum could be smoothed ocut).

The ideal situation mentioned above, of course, is never attained
the testing may be sinusoidal rather than random; it is perhaps carried
out for 3 hours instead of 6000 hours, and is of constant amplitude (at
any frequency) rather than variable. Some set of rules for converting a
random signal to an 'equivalent" sine wave, or increasing ampiitudes to
allow reduction in test time, are required. It is relatively easy to define

a set of rules : the problem is that they do not usually bear close inspection.

They mostly involve Miner's law, and fatigue damage proportional to some power
of test amplitude. Nevertheless, it is essential to have some rules for
conversion, and all we can do is to ensure that they are conservative, as far
as possible, and are not used out of context, that is to say they are valid
only for equipment survival, not functioning. For the sake of consistency,
our rules are based on BS3G100, as follows:

(1) Vibration amplitude scaling mavy only be such as
to increase test levels, due to the possible
existence of a fatigue limit (i.e. that level of
stress below which failure would never occur).

(2) Damage proportional to the fifth power of amplitude
is assumed, so, for example if the test amplitude is
doubled, the time may be reduced by a factor of 32.
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(3) Random power spectral density may be converted to a
sine wave by the relationsh

ip
/s
d = 1184 ——
Qf

where d = sinusoidal amplitude {mm)

S = power spectral density (gz/Hz)
Q = magnification at resonance
f = freaquency (Hz)

This expression can be reproduced if the implicit factors are
known:

(a) The RMS of the sine wave must be 1.27 times that of the
random wave based on Miner's law and fifth power damage.

(b} Amplitude scaling by 2.09 to reduce test time by a factor
of 40, because of the short time actually spent at resonance
in a swept sinusoidal test. (The sinusoidal test time can
then be equal to the random in test time).

The formula is used to convert the standard random levels (Fig.l) to
equivalent sinusoidal levels (Fig.2) by fixing Q at the average value of 10. In
Fig.2 the resulting line is shown for one spectral density, together with the
approximation used in the specification.

By means of these relationships (however dubious their derivation) it is \
possible to translate one specification into another, and this often has to be ;
done, in order to see whether equipment tested to say MIL-STD-8108 (USA) or ;
AIR 7304 (fFrance) meets the requirements for Harrier or Hawk.

The above applies, of course, only to relatively compact equipment which

can reasonably be considered to be attached to aircraft structure at a point. 4

Structures, and this must include external stores and equipment racks will

generally require a more realistic and complete treatment. {

7.1. Survival or Operation Tests. y
Comment should be made on the important difference between survival A

and correct operation of the equipment being tested. As far as survival is 1

concerned, an overtest is usually permissible, and there is much to be said for
the old, very severe, sinusoidal tests. Such a test will find the insufficiently-
supported pipe, wire, capacitor, circuit board, etc, and the cure is usually ]
obvious. There is a class of very difficult problems, however, not involving .
structural failure, but incorrect operation, often due to "microphony”. Radar
and other high-frequency devices are prone to this problem : the small dimensional
changes caused by vibration, although not damaging, cause the device to operate
incorrectly. Cockpit instruments can also mis-read seriously due to vibration.

In cases like this the onus is upon the aircraft manufacturer to
define the vibration environment very precisely, far more precisely than for
survival purposes., Usually special test flights with carefully placed accelerometers
are required, and the actual random spectra must be reproduced faithfully during
the ground test.

CONCLUDING REMARKS.

The aims of this account of equipment vibration qualification at British
Aerospace, Kingston, have been, first, to introduce our national specification
BS3G100, and secondly to present our current test philosophy for comparison with
other firms, as a preambie to future international standardisation. No originality
is claimed for the procedures described, and in general they should not necessarily
be taken as representing those in use at nther <ites within British Aerospace.
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ACOUSTIC NOISE TEST AS PART OF THE DYNAMIC
QUALIFICATION PROGRAM IN AEROSPACE
by

G.Bayerdorfer
Industricanfagen-Betricbsgesellschaft mbH
Einsteinstrasse 20
D-8012 Ottobrunn

Summary

The paper describes the mechanisms of noise generation for the purpose of acoustic quali-

fication tests. Special emphasis is given to the modal density of acoustic noise fields

in enclosures, such as reverberation chambers. A test program shows, that for small com-
ponents a sufficient modal density can be achieved in relative small test chambers.

Where applicable small chambers are favourable because of the lower test costs. The
author finds that this advantage can not be used because of the global nature of the
test spectrum, defined in MIL~STD-810 C. He therefore suggests to specify two test spec-

tra: one for tests with small components and one for tests with bigger assemblies.

1.

Introduction

The dynamic qualification of aerospace equipment is usually achieved by the following

two tests:

- the vibration test, which incorporates electro dynamic or electro pneumatic
shakers and a mechanical fixture to couple the exciters with the test item

~ the acoustic noise test, ir which the test item is placed inside an enclo-
sure and excited by fluctuating pressure fields.

The acoustic noise test is not a substitute for the vibration test but rather a

complement, because of the two reasons:

- the acoustic excitation covers a wider range, especially in the high

frequencies

- the acoustic pressures are acting on the whole surface of the test item
which again gives a better coupling in the high frequencies.

The essential part of the specifications for acoustic noise tests are the frequency-
spectra such as shown in Fig. 1. The spectra are usually defined either in Oct.- or
1/3 Oct.-values. The specification further asks for a suitable reverberation chamber
to produce a diffuse sound field and a uniform sound energy density throughout the
enclosure.

The acoustic spectrum can either be based on measured or estimated values as in the
case of the SHUTTLE~spectrum, or it is given in a standardized form such as in the
MIL-STD-810 C.

The comparison of the two spectra in Fig. 1 shows that the SHUTTLE-spectrum is more
individual in so far, as it approximates the real conditions as close as possible
(shape of spectrum, low frequency end, width of tolerance band).

it i inde
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The acoustic test spectrum specified by MIL-STD-810 C is of more global nature. It
can be considered as an envelope of many individual spectra of different applications.
The idealized shape and the width of the tolerance band have been chosen such as to
cover most of the practical cases.

The obvious advantage of MIL-STD-810 C is, that a simple test method is provided to
the user. Less advantageous is the fact, that due to the global nature, the real
loading of the test specimen can vary considerably and that in some cases unnecessary
test effort is created.

In order to illustrate this situation a small test program has been conducted, which
will be discussed under chapter 3. For a better understanding it is however neces-
sary to explain the mechanism of noise generation in more detail

Noise Generation System

In Fig. 2 the general arrangement of a noise generation system is presented. The in-
dividual components contribute through their acoustical characteristics to the noise
spectrum, achievable ir the test chamber.

- Noise Generator, its relevant data are the acoustic power, trequency range
of modulation, magnitude of overtones, noise content of the turbulent
gas flow.

- Exponential Horn, the shape determines the efficiency of acoustic coupling
and the cut-off frequency at the low end.

- Reverberation Chamber, the size and shape determine the density of acoustic
chamber modes, the treatment of the surface governs the absorbtion factor.

- Medium, the molecular absorbtion depends on the transmitting medium in use.
For instance N, has lower molecular damping than air at high frequencies
and therefore gives rise to higher sound pressure levels,

- Test Item, depending on the size of the test item the acoustic chamber
modes and the absorbtion are affected.

For the commonly used electro pneumatic noise generation the system works such, that
pressurized gas (Air, N,)} is modulated by opening and closing slots, through which
the gas has to pass. Each opening creates a pressure shock, which is expanded through
the exponential horn and transmitted to the test chamber. The modulation is achieved
according to wide band signals so that a broad frequency range of pressure fluctua-
tions is obtained.

These driving pressures excite resonances in the test chamber which give rise to the
sound pressure level at the corresponding frequencies. The resonances can be consid-
ered as three dimensional standing waves, their patterns are usually desciibed as the
chamber modes. The wave length of the chamber modes is inversely proportional to their
frequencies. In other words: low frequency modes need large dimensions of the test
chamber, otherwise they can not be excited.

For example, if a chamber mode at the frequency 100 Hz is required, then it is neces-
sary that at least one dimension of the chamber is in the order of 3 m length.

Of course a single mode is not sufficient, to provide a uniform sound energy density
as asked by the specification. A general recommendation is to have at least 20 modes
in the lowest octave band of interest.
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From this it can be derived, that in order to have a good modal density at 100 Hz the
chamber must have dimensions of 4 to 5 meters or a volume of about 100 m’.

These relationships are not explained in MIL-STD-810 C, nor in the new draft of ]
1S0/DIS 2671.2. The reason probably is to keep these standardized specifications as

simple as possible for the user.

On the other hand it is worthwhile to know the lowest Oct. band that has to have 4
sufficient modal density for a specific test item. With this knowledge a better match-
ing in regard to the necessary chamber size is possible. 1

In order to illustrate this on a real component the following test work was performed.

Acoustic Test Program

An electronic box, as shown in Fig. 3, was instrumented with two accelerometers, one ]

on the outside casing, one on an inside plate. This box was tested in three different

acoustic chambers: 3
- Small Chamber, vV = 5m?, (Fig. 4)

- Medium Chamber, V = 206 m?, (Pig. 5)
- Large Chamber, vV = 800 m?, (Fig. 6)

In each chamber an acoustic spectrum was generated with a spectral distribution accord-
ing to the MIL-STD-810 C specification, and with an Overall Sound Pressure Level
(OASPL) of 150 db.

The response of the electronic box and the fluctuating pressures of the exciting noise
field were analysed in terms of power spectral densities (psd) by means of a digital
computer with a virtuel filter bandwidth of 2,4 Hz,

The results of these measurements are contained in Fig. 7 and 8. From Fig. 7 the PSD-
plots of the fluctuating pressures inside the three test chambers can be seen.

The large chamber (V = 800 m') shows a sharp increase in acoustic energy at about

40 - 50 hz, which can be attributed to the cut-off frequency of the exponential horn
(37 Hz). From there the distribution towards the higher frequencies is relatively
smooth with no pronounced peaks and troughs.

The plot for the medium chamber (V = 206 m®) exhibits at the low frequency end a
similar rise at about 100 Hz. Between 100 Hz and 150 Hz there is a remarkable gap,
but onwards from 150 Hz the energy distribution is continuous.

The small chamber (V = 5 m’) finally contains very pronounced peaks and troughs up to
approximately 500 Hz. From there the energy distribution becomes more uniform.

These troughs at the low frequencies result from lacking chamber modes. This becomes
clear by the indication of the lowest 20 modes octave band.

In Fig, 8 the vibration response of the electronic box is presented. As can be easily
seen from the plots, the same vibration response is measured, regardless in which of
the three chambers the box was tested.

This result is not surprising, as the dominant vibration response occurs in a frequen-
cy range (500 - 750 Hz) in which all three test chambers have uniform and nearly
equal energy distribution (Fig. 7).

The identity of vibration response would have been completely diminished, if a test
item were investigated whose dominant resonances lie at about 100 Hz or even lower.
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At such low frequencies the small chamber would not give any meaningful results.

same would apply to the medium chamber for frequencies between 30 - 80 Hz.

4. Conclusions

What conclusions can be drawn from this experiment?

In order to perform a good gualification test it is necessary to have a
sufficient modal density of the acoustic excitation in the frequency
range, in which the test item exhibits its dominant vibration response.

Ssmall test items, such as electronic boxes etc. do not need the lower
end of the frequency spectrum (63 Hz) as defined in MIL-STD-810 C.

Big test items, such as a Spacelab Pallet may need an extension towards
the lower frequencies which goes beyond the 63 Hz band. In this case a
sufficient modal density must be maintained even in the 31 Hz Oct. band,

As a conclusion from these different requirements it is suggested to
specify not only one standardized spectrum, according to which all kinds
of acoustic noise tests have to be performed, as presently prescribed

by MIL~STD-810 C. Instead of this it would be more meaningful to have
two spectra. One which contains the low frequencies which are neces-
sary in testing bigger parts, such as assemblies etc. The other spectrum
should begin at about 125 Hz with a horizontal part between 250 Hz and

2 kHz.

The second spectrum should be identical with ISO/DIS 2671.2 in its
final version, because both are intented for the same test items,
namely electronic components (Fig. 9).
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VIBRATION QUALIFICATION OF EXTERNAL A/C STORES AND EQUIPMENT

by

M. STEININGER and G. HAIDL

MESSERSCHMITT-BULKOW~BLOHM GmbH.
Aircraft Division
P.O. Box 80 11 60, 8 Munich 80
W.-Germany

ABSTRACT

Prediction Methods for a first assessment of vibration levels and spectra are
described and application results are compared with measured vibration environment in
relevant flight conditions. Some remarks, concerning signal nature and analysis technique
are given in the first part of this paper.

A second part deals with the technique of simulating a representative dynamic
environment in the laboratory especially for external store confiqurations. Different
mounting and excitation methods as well as selection of shaker control reference signals
are compared and discussed. Requirements for test facilities, for instance mounting
rigs and shaker capabilities are also presented.

1. INTRODUCTION

The purpose of the environmental qualification of an equipment is to prove its
resistance against environmental influences. Equipment design and development is based
upon contractual defined environmental conditions (declaration of design and perfor-
mance). These requirements have strong influence upon the development costs of an
equipment. Normally, no flight measurements are available at this time to evaluate
the real environmental conditions - in our case the vibrations. At best, measurements
on similar equipment under similar installation conditions can be taken into account
for defining the qualification spectra. Therefore, predicted levels and test procedure
as given in standards are used for the development phase. During the prototype phase,
measurements have to be taken to confirm or finalize the formal qualification test
levels for production equipment. At this time, the equipment design is normally fixed
and further modifications are expensive. Therefore, the prediction method should meet
the real environmental conditions as close as possible to avoid overtesting or under-
testing the equipment. A step forward to a more realistic simulation of vibration
environment was reached, when sinusoidal testing was replaced by random testing which
is incorporated in MIL-STD. 810 C (US~Standard), BS 3G.100 (British Standard) and
AIR 7304 (French Standard).

EXCITATION

VIBRATION
AERODYNAMIC DYRARLC .
ENGINE NOISE BEHAVIOUR
TRANSONIC EFFECTS oF EXTERNAL STORE
BUFFET STRUCTURE OR
£fc. e EQUIPMENT

1w .
A
Gyx

Gyy » Gyy  PONER SPECTRAL DENSITIES
Wi TRANSFER FUNCTION

FIG. 1  COHERENCE BETWEEN EXCITATION AND VIBRATION




Systematic considerations of the sources of excitation, e. g. aerodynamic and
engine noise, are able to improve the prediction methods. Not only the nature and
severity o€ excitation source, however, is responsible for the vibration of an indivi-
dual equipment, also the transmissibility characteristic of the structure is of impor-
tance. Local resonances or low damped modes may lead to severe conditions not covered
in predicted spectra (following the standard). This applies especially for external
store configurations with relatively low attachment frequencies.

To get a representative simulation under laboratory conditions the dynamic be-
haviour of the structure as well as the environmental conditions and exposure time
must be taken into account. The test procedures and levels have to be defined in
accordance with the capabilities of the test laboratory, and the test time has to be
limited with respect to the costs by equivalent test time compression.

2. COMMON METHODS OF LEVEL PREDICTION

The MIL-STD. 810 C, Method 514.2 (US~Standard), for instance, defines the test
procedure and level prediction for vibration qualification. For equipment and assembled
stores the qualification test with wideband random excitation consists of three parts:
Initially, the first half of the "functional test" is performed which covers the maxi-
mum vibrations during captive flight phase. Next step is the "endurance test" which
serves as a “fatigue test" with equivalent increased levels related to the short labora-
tory test time. Last, the second part of the "functional test" is carried out. The
functional test normally lasts 1 hour per axis, during which the equipment must func-
tion. The duration of the endurance test is about 1 - 2 hours, at which the test speci-
men is not operating. In order to allow a flexible adaptation of qualification levels
in severity and frequency limits, a series of basic parameters is used in the predic-
tion of vibration levels: the number of anticipated service missions, the max. aero-
dynamic pressure, the averaged store weight density and the store geometry. The kind
of store mounting configuration is regarded by additional factors. In this way, for
every individual store an 1individual test spectrum is provided.

MIL-STD 810 C BS3G. 100 AIR 7304
—
[FEST SEQUENCE FUNCTIONAL TEST RESONANCE SEARCH | RESONANCE SEARCH
ENDURANCE TEST ENDURANCE TEST ENDURANCE TEST

FUNCTIONAL TEST RESONANCE SEARCH | RESONANCE SEARCH

FXCITATION TYPE RANDOM: i siNe sweep: SINE SWEEP:
(15) 20- 10-1000 Hz 5-2000 Hz
max, 2000 Hz RANDOM: 10-60 Hz, | RANDOM:
60-1000 Hz 10-2000 Hz
4+
]
TEST TIME 172 + 1+ 172 <€ 50 HOURS FOR 212
HOURS/AX1S 10-60 Hz HOURS/AX1S
| €50 wours FOR
| 560-1000 Nz
+ i

|
LEVEL DEPENDENT ON|EQUIPMENT LOCATIONI EQUIPMENT LOCATION| EQUIPMENT LOCATION

MAX, AIRSPEED {VIBRAT[ON CATEGORY|EQUIPMENT wE[GHT
ENGINE NOISE DEFINED BY FLIGHT

EQUIPMENT WEIGHT  CONDITIONS

NO. OF MISSIONS | i

ETC. !

NOTE: NORMAL QUALIFICATION TEST FOR EQUIPMENT [NSTALLED N MILITARY
AIRCRAFTS, IF DIFFERENT TEST METHODS ARE PROPOSED, THE RANDOM
TEST WAS SELECTED,

FIG, 2  STANDARD COMPARISON

In the British Standard BS 3G.100 no specific test procedure for assembled exter-
nal stores is supplied. Generally, a vibration qualification test consists of an initial
and final resonance search to investigate the structural behaviour of the test specimen
on the basis of a sine sweep excitation, and an "endurance test" which covers the
accumulated service time, related to higher vibration levels to get test times <50 hours
with narrow band and £ 50 hours wide band random excitation. For test level definition
the duration times and vibration categories of all ground and flight conditions are
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estimated and accumulated at the most severe vibration category, using an equivalent
damage concept. During this test, the specimen shall operate without malfunction. Five
vibration categories are supplied which were selected in accordance with the eguipment
location and flight condition. The frequency range of the narrow and wideband random
test is 10 - 60 Hz and 60 - 1000 Hz respectively.

The test sequence of the French Standard AIR 7304 is similar to the British Stan-
dard: After an initial resonance search with a sine sweep excitation, an endurance
test is conducted, followed by a final resonance search. The endurance test for military
aircrafts lasts 2 1/2 hours per axis, the excitation is a wide band random from 10 to
2000 Hz with a level dependent on the location of equipment. Vibration levels for quali-
fication of external stores are not supplied. Under certain circumstances the vibration
level may be reduced up to 50 % with equivalent test time increase.

The levels predicted with the above described methods are frequently adapted
and finalized on the basis of measurements of the prototype phase. For definition of
gqualification levels, the aircraft may be subdivided in several zones of different
severity of vibration. As an example, qualification zones of aircraft and stores are
shown in Fig. 3.

FIG. 3 SUBDIVISION IN SeverAL VIBRATION ZONES

3. VIBRATION MEASUREMENTS AND ANALYSIS FOR EXTERNAL STORE CONFIGURATIONS

For an assessment of realistic test requirements measurements taken on aircraft
carried stores will be considered in the following. The analysis technique will be
discussed and some measured levels will be compared to MIL-STD predictions. Further-
more, some special flight conditions will be shown which are not covered by level pre-
diction in accordance with standards.

3.1 Pickup Installation and Analysis Technique

For direct comparison of measured vibrations with qualification data, or definition
of qualification spectra, it is recommended to instrument an external store with accelero-
meters at stiff points of the nose and tail section (primary structure). If desired, the
vibrations can also be measured at the attachment point of any individual internal equip-
ment to define the dynamic environment of this device.

To get a flight vibration survey over the full mission profile (e.g. take off, straight
and level flight, menoeuvres with high g-load, buffeting and transonic conditions, landing),
time slices of representative vibrations have to be selected from the performed flights
for analysis. A time slice which is assigned for analysis should have stationary or nearly
stationary flight condition and a length which allows an average minimum of 20 to 30 com-
puter time blocks to minimize accidental effects with short duration.

Useful information for flight vibration survey includes tabled overall RMS values and
peak values related to different flight conditions as well as frequency spectra (power
spectral density > PSD) and representative time histories.

For comparison with qualification level, vibration measurements of the full mission
profile are needed, especially of the transonic range (Ma 0.90 - 0.95) and manoeuvres
with high g-load. If such a flight condition is not available in performed flights, an
extrapolation over the Mach number can be helpful. A typical curve for the overall vibra-
tion level against airspeed is given in Fig. 4.
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FIG. 4 TYPICAL VIBRATION LEVEL
vs MACH NUMBER

VIBRATION LEVEL

0 0.5 1.0 1.5  MACH NO.

Safety factors have to be applied because of differing frequency spectral distri-
butions which leads to transgression of the smooth predicted vibration spectra within
single frequency ranges. Further safety factors may be added because of higher peak to
RMS-ratio in flight than in qualification testing, where a ratio of about 3 is usual in
accordance with the Gaussian Aistribution.

3.2 Measured Vibration Environment and Comparison to Qualification Level

3.2.1 Air to Air Missile

The measured dynamic environment of an air to air missile carried on the wing pylon

is shown in Fig. 5.
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FIG. 5 MISSILE ENVIRONMENT UNDER STABILIZED FLIGHT CONDITION

The diagram contains the overall RMS vibration level versus Mach number of the
pickups attached to a stiff point in the nose and tail section of the store. The vibra-
tion on the nose is about equal in y- and z-axis and, therefore, plotted as one line.

The range between Ma 0.85 and 1.0 is drawn as a dashed line because of uncertainties

due to transonic effects. This diagram shows only the vibration level of the straight

and level flight. To demonstrate the influence of manoeuvres with various g-loads,

Fig. 6 shows measurements taken at a store nose section. The vibration level of a manoeuvre
condition for this store increases strongly with the g-load. In the tail section, only
minor differences were found between straight and level flight and manoeuvres.

3.04

12006 M2

Jam
~
3

Nz

"

W

=)

-—x=£_':w.d——ﬁ—"x
- 3
v \ - T v v T
0.5 0.6 0.7 0.8 0.9 MACH NO.

FIG. 6 MISSILE ENVIRONMENT vs MANOEUVRE LOAD N,




The maximum analyzed overall RMS value in Fig. 5 is about 5.8 g. For all flight
operation conditions and related exposure times, an equivalent endurance vibration level '
related to 1 hour was calculated as described in 4.3. From this procedure, an endurance
overall RMS value of 11.3 g for the z-axis of the tall section is resulting including ;
a factor of + 3 db to cover differing spectral distributions and narrowband peaks. The ;
endurance test level predicted according to MIL Std. 810C-514, Procedure IJA has a RMS
value of 9.1 g established with the minimum level of 0,04 g?/Hz. The predicted value,
therefore, does not fully satisfy the real requirement.

3.2.2 Instrument Pod

In the following, measurements of a middle sized underwing instrument pod are pre-
sented to show particular effects of vibrations during manceuvres and to illustrate the
distribution of vibrations over the length of the store. The store is shown in Fig. 7.
All accelerometers are attached to stiff points of the store structure to pick up a
representative vibration of the section.
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F16. 7  PICKUP INSTALLATION 1n INSTRUMENT POD

Vibration data up to about Ma 0.9 were measured and analyzed. They give a good
indication of problems which can occur and have to be taken into account during the
definition phase of final gqualification of equipment and assembled stores.

In Fig. 8, a survey of vibration overall RMS levels up to 2000 Hz at constant alti-
tude in subsonic range taken from straight and level flights and manoeuvres up to a
maximum of 2 g as well as take off and thrust reverse phase are presented.
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For comparison with these data the predicted vibration RMS levels according to
MIL-Std., 810 C, Method 514, procedure II A, valid for installed equipment are tabled:

forward half of pod rear half of pod
; ) -

functional test 6.1 g RMS 12.3 g RMS _1

endurance test 8.0 g RMS 14.4 g RMS

The measurements indicate the following trends:

a) The vibration levels in the forward half of the store are lower than the levels of
the rear half (factor of about 4}. This is in correlation to the prediction in
MIL-S5td. 810 C. Of particular interest are the vibration levels in the attachment
area of the store: They are lower than the vibration levels of the nose section
during stabilized flight as well as during manoeuvres.

b) As shown in Fig. 8, the vibrations during manoeuvres are always higher than the
vibrations during straight and level flight. Also ground operations (take off,
thrust reverse) produce a noticeable vibration level.
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F1G. 9 SPECTRA AND TIME HISTORIES oF DIFFERENT FLIGHT CONDITIONS

c) The spectral distribution above 200 Hz is about the same for all flight conditions,
as shown in Fig. 9. In the low frequency range ( < 200 Hz) significantly higher
values are noted in the manoeuvre case, especially in the frequency of the low
damped wing torsion-store pitch mode. This leads to high vibration levels not
covered in any level prediction method.

The predicted gualification spectrum for the full flight envelope, according to

MIL-Std. 810 C, procedure IIA, is compared in Fig. 9 with a Mach 0.76 manoeuvre case.

3.2.3 Missile Launcher

The following measurements presented are taken from flights with a launcher for a
large heavy missile carried on fuselage station or i/b wing station. In Fig. 10, the
available results are given in terms of overall RMS values. Large differences were found
in frequency spectra and overall vibration level between the two stations: The vibration
levels of the launcher carried at fuselage station are up to 4 times higher than those
of the launcher carried at i/b wing station. This may be caused by the more disturbed
airflow in the vicinity of a/c fuselage. It is also of interest that,in some cases, the
vibrations of the forward section of launcher are higher than those of the aft section.

il g
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FIG. 10  VIBRATION ENVIRONMENT oF A LAUNCHER AND MISSILE

Considering relevant methods of level prediction for equipment installed in a
launcher, either one of the two procedures in MIL-Std. 810C may be used: procedure 1A,
if the launcher is classified as a pylon, or procedure II, if the launcher is classified
as an external store. The resulting overall RMS values are tabled in the following.

functional test endurance test
Procedure IA 17.1 g 26.5 g
fwd. half rear half fwd. half rear half
Procedure IIA 6.9 g 9.8 g 8.1 g 10.2 g

The shown flight vibration measurements of launcher indicates, that the use
of the levels predicted from procedure IA is closer to real environmental conditions
than that from procedure II.

4. VIBRATION QUALIFICATION TESTS IN LABORATORIES

The vibration qualification should be performed under conditions which avoid over-
testing as well as insufficient qualification. Therefore the mounting of the equipment
or store in conjunction with the location of the control reference has to be carried out
in such a way that representative vibrations are resulting. Also, the test spectra
should have realistic levels and distributions. A vibration survey for all planned
missions may be helpful. The final selection of qualification levels and test setup
requires a long time experience and practice to perform a successful work.

4.1 Test Setup
4.1.1 Equipment

Common practice in testing individual eguipment is to mount the test specimen by
its normal mounting devices to the shaker table directly or by means of a rigid fixture.
For vibration control, the attachment plane is taken as equipment input reference.

Predicted data or data obtained from measurements normally provide representative
vibration values for the primary structure. In specific cases of equipment mounted on
shelves or trays the transmissibility characteristic has to be taken into account.
Examples are given in Fig. 11.
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FIG, 11  EQUIPMENT INSTALLED IN STORE

If the transfer function between primary structure and equipment input can be
assessed or measured, the test specimen can be attached rigidly to the shaker table, and
the defined qualification spectrum of primary structure can be translated to eguipment
input by ny = | Hiw]? - Gy

Gxx PSD of primary structure
Gyy PSD of secondary structure
Hi, Transfer function

An example of such a transfer function is given in Fig. 12. For comparison, the
predicted transfer function according to MIL-Std. 810C, Method 519 is plotted as a
dashed line where the fundamental resonance frequency is set to 100 Hz,
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For shock mounted equipment, experience shows that sometimes the required vibration
at the equipment input can not be produced by excitation via shock mounts because of low
pass characteristic of mounting devices. In such a case, a combined test with acoustic
excitation can be helpful, where the high frequency content of equipment vibration
mainly is produced by acoustic noise.

4.1.2 Assembled Stores

The vibration qualification of the assembled store has the purpose to check all
internal equipment in their real position and installation and can also be used to get
confidence about other subsystem components, e.g. suspension devices.

The test levels predicted according to MIL-Std. 810C (Method 514, Procedure I1B,
assembled stores) are response levels with reference to the vibration of suitable hard
points at forward and rear end of the store. Only at defined resonances the full vibra-
tion level is applied. At frequencies outside of resonances the vibration level is
decreased by 6 dB from the level specified for the forward end of store. Therefore, to
get realistic dynamic behaviour the mounting has to be simulated as close as possible.

In MIL-Std., two mounting methods are proposed. Sketches are given in Fig. 13,




[I7T777777 7777777777 777777777777

MOUNTING METHOD A MOUNTING METHOD B
FIG. 13  TEST SETUP

In mounting method A, the store is suspended by its normal mounting arrangement
from a rig. The shaker is connected to a stiff structural point of the store by means
of a rod. In alternate mounting method B, The store is attached to the shaker with a
stiff riqg using its normal mounting lugs.

The mounting method A allows to establish different vibration levels at the for-
ward and rear reference point of store by varying the shaker attachment point. Also, it
permits excitation of the fundamental modes roll, pitch and yaw.

Considering the excitation by the boundary layer noise where the forces are acting
directly on the store skin, the attachment of the exciter to the store allows a more
representative excitation than introducing excitation from the suspension points as
used in method B. If the excitation of the store is transmitted from the wing or fuse-
lage, which appears to be the case for manoeuvre buffet, mounting method B permits a
force input closer to the real environment.

4.2 Remarks to Qualification Procedure

4.2.1 Level Prediction according to MIL-Std. 810C

In British and French standards no level prediction of external stores is provided.
According to MIL-Std. 810C, the qualification level is given by the following formula:
The power spectral density for the lower frequency range (see Fig. 14} is given by

W1 = 5'10-3 e A1'B1'C1’D1‘E1 [GZ/HZ]

The factors Al"""E permit the adaption to the characteristics of store and store
configuration. For thé upper frequency range, the level is predicted by

- 5.105 [ 9)%.A-B.CD- z
Wy, = 510 ('@r) 7 Bye €D B [6? 7 n]

© is the averaged store weight density and g the max. flight dynamic pressure with
certain limitation. The factors A,....E, have the same function as above mentioned for
factors A,.....E For endurance %est, éhese values are multiplied by the "time compres-

sion fati&ue facéor" whereby T is the test time per axis and N the number of antici-

pated service mission.
Wy .( L
END FCT 3.7
W "2
ASSEMBLED STORE = | EQUIPMENT
” , W |
o I o ! |
l l |
] ) !
20 Fi Fo - 20 Fy Fp 2000 w2

FIG. 14 QUALIFICATION SPECTRA acc. To MIL-STD 810C, METHOD 514, PROCEDURE Il
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The spec:rum shape is shown in Fig. 14. For equipment installed in stores, a
frequency range from 20 to 2000 Hz is required. For assembled stores, the frequency
range is extended from 20 Hz to a flexible frequency limit f. which depends on the
store skin thickness t and the one-half diameter of store R In the following way:

o= 0] (Wl
F, = Fp+ 1000 [wz]
Fp = Fp+ 100 [nz]

Further regulations are given for exceptional cases which are not presented here.

4.2.2 Level Specification

As already shown in some comparisons (see 3.2) vibration level prediction often
has limited correlation to the real environment. This is due to the high number of
parameters influencing the store vibrations. Therefore, the most confident way for
definition of qualification spectra and levels is the use of real measurements. For
this purpose especially flight conditions and configurations with high vibration
levels are of interest. For definition of test levels an accumulation procedure
(see 4.3) can be applied. Safety factors may be introduced to account for the possi-
bility of not measuring the most severe environment and to ensure enveloping narrow-
band peaks.

But in many cases, adequate measurements are not available in time. Therefore, the
qualification level may be specified according to MIL-Std. 810C, Method 514. For equip-
ment installed in stores, the level depends on the location inside the store. If the
equipment is in the rear half, the power spectral density is 2 or 4 times higher than at
installation in the forward half. With reference to measurements presented in 3.2.2,
the vibrations in the middle of the store near the attachment points are even lower
than those of the nose section. Therefore, a store could be divided into a forward, a
center and an aft vibration zone, whereby the qualification level of the forward and
center zone may be the same. Further measurements can provide a broader basis for
zoning.

4.2.3 Level Adjustment

The qualification spectra are related to equipment input in case of test of an
individual equipment and to store response reference points at the nose and tail section
in case of test of assembled stores, whereby the full vibration level has to be applied
only at "significant resonance response peaks", the rest of the spectrum is 6 dB down
from the calculated values for the forward half of store. For determination of "signi-
ficant resonance response peaks" a random vibration shall be applied using an input
spectrum defined for the store mounted forward accelerometer, but 6 dB down from the
calculated level.

In case of excitation of store via suspension points (mounting method B, see
Fig. 15), the input spectrum may be related to the suspension rack. Resonance peaks are
identified by an output level at store forward and rear reference points 6 dB or higher
than the input level.

l INPUT REFERENCE
4 POINT
‘ REAR
T REFERENCE . ==41.
FORWARD POINT ; g
REFERENCE — FORCE FORWARD REAR
POINT MEASURE MENT REFERENCE REFERENCE
DEVICE FPOINT POINT
h]fﬁV/f///7/7///////777//777// /777772777 yoLa
MOUNT ING METHOD A MOUNT ING METHOD B

F1G. 15 REFERENCE POINTS on TEST SETUP
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; In case of mounting method A, the excitation is introduced by shaker, linked to
the store skin. The definition of resonance peaks based on 6 dB amplification between
store response and input acceleration is not practicable. A reasonable way for identi-
fying resonances is the computation of transfer function between store response accele-
ration and shaker force at reduced excitation level. During the qualification test run,
the power spectral densities for the resonance frequencies shall be equal or higher
than those defined for qualification., The rest of the spectrum shall have a level of
6 dB down from the specified level.

4.2.4 Functional and Endurance Test

In MIL~Std. 810C it is foreseen first to perform half an hour of the functional
vibration test, followed by the endurance test and the second half of a hour of the
functional test. The reason of this test sequence is to show the correct function of
test specimen before and after "fatigue" (endurance) test. Only during functional test,
the test specimen shall be operating as in normal service.

The factor between functional and endurance test level is the "fatigue" factor

v T

which relates longer actual service time to the short laboratory test time with higher
levels. N is the number of anticipated service missions, whereby every mission is
assessed to one hour, and T is the test time. The value K represents the portion of
mission time spent in high dynamic vibration environment and is estimated to 1/3 in
MIL-Std. 810 C. For the value o in the exponent, the number 4 is established. Tt is
derived from material data. The French standard AIR 7304 also provides an X of 4. In
British standard BS 3G.100, a value o of 2.5 is used. This leads to levels in BS which
are even higher. Practical experience indicates that the fatigue factor is assessed too
pessimistic. With respect to the mission profile of a fighter aircraft, about 5 percent
of the mission time are spent in high vibration environment (Ma 0.9 - 0.95, manoeuvres,
take off, landing etc.). Therefore, a value k = 1/20 seems to be a realistic number for
introduction into the fatigue factor formula.

If a failure occurs during the endurance test, the following functional test will
show the resulting malfunctions. An examination of the unit will reveal the failure mode.
It should be taken in mind, however, that the endurance test level is an increased level
due to time compression and the fact that this concept has some restrictions. Especially
in case of nonlinear system behaviour of mechanical or electronic components, it has to
be checked whether realistic dynamic qualification requires longer endurance test time
with reduced level or whether equipment modification is necessary.

4.2.5 Testing at low Freguencies

As mentioned in 4.1.2, in conjunction with an adeqguate simulation of store sus-
pension and an excitation of the store at a point outside the center of gravity, also
the fundamental modes pitch, roll and yaw can be excited to get a realistic store
vibration behaviour in this frequency range. For this purpose, the frequency band has
to be extended to the lowest frequency of interest (down to 4 Hz for heavy stores).

puring high buffet manoeuvres the vibration level of the low frequency range
(<200 Hz) exceeds the specified levels by far (see 3.2.2). These vibrations can
be covered adequately by an additional qualification test with a sine sweep, belonging
from the lowest frequency of interest up to about 100 or 200 Hz, because the time
history of a buffet manceuvre is often more harmonic in nature (see Fig. 9).

The definition of such an additional test requirement should be based on suitable
flight vibration measurements.

4.3 Accumulation of Vibration Levels for Endurance Test

The intention of the level accumulation is to get test spectra for the endurance
test. To avoid impracticable long test times especially in conjunction with high costs,
the vibration levels related to real time have to be translated to short time by
equivalent level increase.

Following the MIL-Std. 810C the endurance ("fatigue") test level is given by an
increase of the functional level by the "fatigue factor" (see 4.2.4), dependent upon
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number of service missions and test time. J» British standard BS 3G.100, a general
accumulation method is used to define the :r-lurance qualification level.

To develop laboratory test levels from flight vibration measurements or to get
data for comparison of real measurements to qualification endurance level, an accumula-
tion procedure can be applied. The basis for this procedure is the collection of all
operation conditions and exposure times of the store and the related vibration levels.

For example, the British Standard BS 3G.100 distinguishes 10 different vibration
severity categories (see Fig. 16).

ATMOSPHERIC TURBULENCE (SEVERE)

ATMOSPHERIC TURBULENCE {(NORMAL)
UNPREPARED RUNWAY OPERATION

NORMAL RUNWAY OPERATION

HIGH EXTERNAL NOISE LEVELS > 140 DB
HIGH EXTERNAL NOISE LEVELS > 150 DB

H1GH EXTERNAL NOISE LEVELS > 160 DB

AERODYNAMIC BUFFETING OR TRANSONIC FLIGHT

W 00 N O Ul & W N =

LOW - LEVEL HIGH SPEED FLIGHT

—
o

CRUISE (SUPERSONIC)

(Table 1 of BS 3G.100 Part 2, Section 3, Subsection 3.1}

FIG. 16 DIVISION IN VIBRATION SEVERITY CATEGORIES

Also different store configurations have to be taken into account.

For the time compression with equivalent vibration level increase a relation be-
tween vibration level and test time is needed. The MIL-Std. 810C gives the following

formula: o
ST R P
W, T
where W,, W, are Power Spectral Densities (g®> / Hz), T,, '1‘2 represent the test time, and
the exp&nen o is assessed to 4 for electronic equipmént. Concerning the overall RMS
value, the formula alters to
' RMS, \2%¢ T,
RMS, T,

where RMS = overall RMS value.

After selection of a reference vibration level which has to be higher or equal
to the highest measured or assessed level, all flight conditions with their vibration
levels and exposure times as expected during the full aircraft life can be translated
to the reference vibratios level by equivalent time reduction. The sum of the "norma-
1ized" exposure times together with the reference vibration level is the basis for
definition or endurance test.

To cover differences in the real spectrum compared to the smooth gualification
spectrum and to ensure enveloping narrow band peaks, a safety factor can be intro-
duced, which may have a value of about 3 dB.

A diminution of validity of time reduction with equivalent level increase is the
assumption of a linear system behaviour, which is not fully given at most aircraft stcres.




5. SPECIAL DYNAMIC ENVIRONMENT

The dynamic environment during flight can be significantly increased by vibroacoustic
phenomena or transient excitation, caused by launching a missile, firing pyrotechnic de-
vices from dispenser pods etc.. Examples are given to show the need of implementation in
qualification tests.

5.1 Vibroacoustic Phenomena in Cavities

Gaps between multiple store carriers and fuselage or open windows on pods can lead
to significant aerodynamic cavity flow interactions producing large fluctuating pressures
about stores and related components. Flight vibration analysis of relevant cases show
clear harmonic signal content at dominant frequencies. Measured responses at primary
structure revealed up to 15 g peak in discrete frequencies (see Fig. 17).
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FIG. 17  ANALYSIS or VIBRATIONS causen By CAVITIES

Such phenomena are not predictable, however, they have *o be taken into account in
dynamic qualification procedures.

5.2 Blast and Impulsive Loading

During launching phase of a missile or during sequential firing of pyrotechnic de-
vices from dispenser pods high vibrations can be prcduced which are superimposed to aero-
dynamic and engine noise excited environment. As shown in Fig. 18, short impulse dura-
tion produces high frequency vibration of considerable accelerations. To cover sequential
firing in laboratory qualification tests, shock pulse sequences of short pulse duration,
high density random or a combination of both with accumulated real time can be applied.
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FIG. 18 TIME HISTORY oF FIRING FroM A DISPENSER POD
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6. SUMMARY AND CONCLUSIONS

Considering present standard procedures considerable progress in realistic dynamic
environmental testing has been reached compared to earlier stages. Random test procedures
e.g. in MIL.Std. 810C as well as systematic aerodynamic pressure and engine noise related
prediction methods £.. test tailoring marked substantial evelution in this field. Vibra-
tion measurements on modern fighter aircrafts however, indicates that even more know-
ledge about dynamic system behaviour and about excitation sources is necessary to im-
prove prediction and environmental test technique. Trends in aircraft structural design
as well as operational requirements result sometimes in increasing vibration problems.
Of major interest in this field is the implementation of buffet-, buzz- and transonic
effects which may lead to additional testing of the low frequency band for store confi-
gurations,

Broad dissemination of flight vibration measurements is helpful for prediction of
qualification level.

The use of commonly applied test proceduresand agreement about test setup and test
time e.g. in assembled store testing is an important task to get a better basis in
comparing qualification test results.

Statistic monitoring of laboratory test produced failures, and comparison and
evaluation of in-service occured malfunctions and other problems provide a useful
information in assessing the realism of dynamic environmental testing.
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AIRCRAFT FUEL TANK SLOSH AND VIBRATION TEST
by

Dipl.Phys. Helmut Zimmermann, VFW,
Abt. Dynamik/Aeroelastik
2800 Bremen, Germany

Summary

A dynamic qualification test for a subsonic and a supersonic external drop tank for a
European fighter is presented. The requirements for this qualification test are derived
from Mil-T-7378A of the USAF. The test rig and the specimens are described and the
measuring results are discussed. For the supersonic tank as well as for the subsonic tank
the measuring results show, that for a certain slosh angle an eigenfrequency of the rig
increases the amplitudes at the excitation position and the accelerations on the tank.

For the subsonic tank it seems that a tank eigenfrequency will be excited for the nose
down position of the tank. The qualification requirements are critically examined and
proposals for improvements are given.

It is proposed that instead of using an arbitrary vibration amplitude and freguency for
excitation, frequency ranges and amplitudes which are averaged out of flight measurements
at the tank attachment points on the aircraft be used and that the demand for a certain
input amplitude at the top of the attachment bulkheads and an output amplitude at the
bottom of the attachment bulkheads be deleted.

I. Introduction

The tank slosh and vibration tests should provide confidence in the structural integrity
of external fuel tanks and in the reliability and performance of their equipment under
conditions which they will encounter during their service life.

External fuel tanks and their equipment are exposed to a wide variety of dynamic environ-
ments during ground and flight operations. The dynamic environment is due to:

a) manoeuvre movements of the aircraft and its rigid body movements,

b} frequency responses due to dynamic loading of the aircraft by gusts, landing impacts
etc. and aircraft internally generated vibrations such as hydraulic pumps, engine
vibrations etc., which are transmitted via the attachment points of the tanks in
form of accelerations.

For the qualification of an external tank and its equipment useful methods for predicting
the dynamic environments are needed. The qualification tests for a tank should be inde-
pendent of the special aircraft type for which the tank is used. Therefore it is necessary
to generalize and accumulate the different dynamic environmental conditions an external
fuel tank is exposed to.

The structural loads of the tanks caused by manoceuvres are influenced by their fuel
content and for intermediate fuel states the loads are amplified by the sloshing of
the fuel.

Due to the different dynamic loadings mentioned above a unique combination of slosh and
vibration loadings in a qualification test appears basically sound in concept, since

it provides some confidence in the structural integrity of the fuel tanks. In the
Mil-T-7378A a slosh and vibration qualification test procedure is given. For the dynamic
qualification of different external drop tanks, developed in several countries of the
western world this test procedure was used in its main points.

II. Test Requirements for Subsonic and Supersonic Drop Tanks for a European fighter

For the subsonic and supersonic drop tanks of an European fighter the slosh and vibration
tests are outlined in requirements which are in agreement with the Mil-T-7378A.
The requirements used in their main parts, say the following:

1. Tank and Test Rig

Each drop tank will be mounted in a test rig using a dummy pylon. This will incorporate
the M.A.C.E. attachment units and fuel, air and electrical connectors as per the air-
craft installation.

acknowledgment: The slosh and vibration test for the drop tanks were performed at IABG.
The author thanks Mr. Dipl.-Ing. Raasch of IABG for putting the test
material at his disposal, and for significant contributions to the dis-
cussion.
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The test rig will be capable of a pitch movement of 1 15° of the tank horizontal fuselage
datum, and simultaneously vibrating the tank at a frequency of 2000 cycles per minute

or to the most damaging frequency normally experienced on the aircraft. The tank centre
line when mounted on this assembly shall be at least 2o ins. from the slosh axis. Fach
tank will be assembled in the test riy and filled two thirds full of water at ambient
cemperature, i.e. centre compartment full the remainino quantity proportioned between
forward and aft compartments in the ratio of their respective volumes.,

2. Slosh-, Vibration frequencies and amplitudes

If practical, the slosh cycling will be commenced first at a frequency of 16 to 20 cycles
per minute (preferably 17 c.p.m.). Vibration will then be applied at a frequency of 1940
to 2000 cycles per minute (preferably 1970 c.p.m.) with a minimum peak to peak amplitude
of 0.020 inches measured at the tank attachment points and a minimum average peak to peak
amplitude between the top and bottom of the tank at the bulkheads below the attachments
of 0.032 inches. These amplitudes are to be recorded over a period of at least 30

seconds to obtain mean peak signal values.

3. Tank Calibration and strain gauges monitoring

Each tank will be strain gauged adjacent to the forward and aft joints. The strain will
be calibrated against bending moment at the joint by applying loads at the nose and tail.
By monitoring the strain gauges, the bending moments at the forward and aft joints will
be checked and these must not exceed 10% of the ultimate design bending moments.

4. Test time

The two thirds full pressurised tank is to be simultaneously slosh and vibration tested
for 25 hours. No leakage or structural failure is permissible during this test.

5. Vibration

Following the slosh and vibration test, the tank will be completely filled with water and
pressurised. It will be vibrated only for a period of 10 minutes at a frequency of 1940
to 2000 cycles per minute and mean peak to peak amplitudes at the bulkheads below the
attachments specified in point 2.

6. Inspection

No dampness or leakage at any point other than filler caps is permitted during either of
above tests. Following the tests, the tank is to be drained and a leakage check acceptable
to the procuring agency conducted. The tank shall be opened and inspected for evidence

of failure such as sagged panels, buckled plates, loose bulkheads, rivets or severe metal
wear. Any leakage during or after slosh, vibration or structural damage shall be cause

for rejection.

III. Test Specimens

In this report the slosh and vibration tests carried out on subsonic (1500 1) and super-
sonic (1000 1) external drop tanks are described.

Fig. 1 shows in principle an external drop tank. Each tank is composed of three compart-
ments. .

STRAIN
GAUGES

FWD JOINT
ATTACHMENT
BULKEADS
AFT JOINT

1,2 .10 ACCELEROMETERS

FIG.1 SKETCH OF THE DROP TANK
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For example for the subsonic tank with a total capacity of 1500 1 for the combined slosh
and vibration tests the centre section was completely full with 569 1 while the forward
and aft sections were filled in the ratio of the front and rear compartment capacities,
until the total tank was filled to 2/3 of its capacity. This means that the forward
compartment was filled with 271 1 and the aft compartment with 181 1. Adjacent to the
joints on the top and the bottom you see the strain gauges for monitoring the bending
moments .

The figure shows the location of the ten accelerometers, two each on the forward and aft
compartment and three at each bulkhead below the attachment points positioned at the top

in the middle and at the bottom of the bulkhead. The acceleration outputs of the accelero-
meters 3, 5, 6 and 8 at the top and the bottom of the bulkheads below the attachment points
were integrated to obtain the average displacement according to the requirement. The
requirement demands that the peak to peak displacement averaged between the top and the
bottom at each bulkhead be at least 0,032 inches as a mean value over 2 period of 30
seconds.

A displacement pick-up at the tank attachment was used to control the stroke of.the cylinder

for the vibration movement and to monitor that the applied vibration at the attachment had
a peak to peak amplitude of at least 0,02 inches.

IV. Description of the combined slosh and vibration test rig and measuring equipment

The slosh and vibration test for the subsonic and supersonic tank were carried out by the
IABG (Industrie-Anlagen-Betriebsgesellschaft) of Germany in Ottobrunn.
Fig. 2 shows a sketch of the slosh and vibration test rig with the tank assembled.

FIG.3 EJECTION RAM UNIT
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The tank was fixed with the original ejection ram unit, shown in Fig. 3, to a frame which
was laterally supported by rubber bearings. The rubber bearings had a very small rigidity
in the vertical plane and a very large rigidity in the horizontal plane. The vibration
were induced into the frame by a 6000 daN hydraulic cylinder. The centre line of the tank
was 1200 mm above the slosh axis. The slosh movements were generated by a 160 kN hydrau-
lic cylinder. From this figure 2 you can recognize that the whole rig is turned round

a pivot to introduce the sloshing movement. The frame which holds the tank, the

vibration exciter (hydraulic cylinder) and the different accelerometers on the tank, as
well as the measuring equipment is shown in Fig. 4 and 5.

FIG.4 TEST RIG WITH TANK

FIG.Y  TEST RIG IN INCLINED POSITION

e
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Fig. 5 shows the rig in an inclined position. Fig. 4 shows also the pivot and the
cylinder for the slosh movement.

V. Combined Slosh and Vibration Test and Results

As well the subsonic as the supersonic externral drop tank were submitted to a 25 hours
combined slosh and vibration test. For this test the air oressure in each of the tanks
gmounted to 103 KPa, the mean vibration frequency was 3.,8 Hz, and ;he amplitude

= 0,25 mm. The mean slosh frequency was 0,3 Hz and the slosh angle - 15°. During these
tests some interruptions occured because of cracks occuring adjacent to the attachment
saddles of the tank but these thing will not be considered in this report. During the
tests following measuring results were recorded.

- stroke of the cylinder for the vibration movement

- stroke of the cylinder for the slosh movement

- ten acceleration pick-ups

- two strain gauge bridges attached near the aft and forward joints.

For the supersonic tank the vibration amplitude was not kept constant, hecause of a
resonance of the test systems when the nose of the tank was up. However, the requirements
for the mean value of the amplitudes at the top and the bottom of the attachment bulkheads
were fulfilled. They are higher than 0,032 inches for the two bulkheads for the super-
sonic as well as for the subsonic tank.
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Let us start with discussing the results for the supersonic tank. Fig. 6 and 7 show the
measuring results for a time period for the ten accelerometers, from K1 to Klo, the

two bending moments track K11 and K12, the vibration amplitude K13 and the slosh
amplitude K14. The sign definition for the slosh movement record of the tank is as
follows: the maximum means nose down, the minimum means nose up.

The figures show big peaks in the vibration amplitudes after the minimum of the slosh
amplitude (nose up). With the exception of the signal of the accelerometer located at
the rear position of the tank the signals of all the accelerometers show at the same
time magnified amplitudes. These magnifications occur with the same period as the

slosh frequency. The strain gauge bridges show bigger signals during the sloshing
movement of the tank from nose down to nose up than for the sloshing movement from nose
up to nose down. The signal of the accelerometer at the rear position of the tank

shows the same amplitude magnification as the signals from the strain gauge bridges.
The signals of the accelerometers in the front position of the tank show the highest
magnified amplitudes for the time after the tank has its most nose up position and

the signals of the accelerometers adjacent to the joints of the tank the smallest
magnified amplitudes. When the tank goes from nose down to nose up the signals of the
rear and the front accelerometers are the biggest of all.
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FIG.9 RECORDED MEASURING RESULTS FOR THE SUPERSONIC TANK

Fig. 8 and 9 show the same recorded sigrals in a magnified time scale. They show the

same behaviour., There exists no phase shift between the signals of the accelerometers

K1 to K6. Between the signals of the accelerometers K8, K3 and K10 seems to be a phase
shift of nearly 90°. The prece’ing discussion of the results of the record show clearly
that the magnified signals of ost of the accelerometers during the sloshing down movement
of the tank do not signify, that the tank itself runs in a resonance but that the rig
system has a resonance for thi~ arrangement. However, it doesn't seem possible to

localize this resonance problem from these records.
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Let us now discuss the recorded signals for the subsonic tank. Fig. 10 and 11 show the
signals for the accelerometers and the slosh and vibration amplitudes in the same arrange-
ment as for the supersonic tank. After the minimum of the slosh angle (nose up) is reached
the signals of all accelerometers except that of the accelerometer at the rear position
of the tank show magnified amplitudes. The explanation for this behaviour is the same as
for the supersonic tank. There exists a resonance of the rig systems but the tank itself
does not have a resonance. Except for the signals of the accelerometers in the front part
the signals of all other accelerometers show magnified signals when the sloshing angle

is near to the nose down position of the tank. The accelerometer at the most aft position
on the tank shows this signal behaviour most strongly, The signals of the strain gauge
bridges show more or less the same significant behaviour. This can be an indication, that
the tank runs in resonance near the nose down position.
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Fig. 12 and 13 show the same signals as Fig. 1o and 11 but for a magnified time scale.
Therefore, they gave no further confirmation that the tank possibly runs in a resonance
in the nose down position. An additional indication that for the nose down position of
the tank there exists a resonance of the tankis qgiven by measurement results with Jower
vibration frequencies. There the magnified amplitudes for the accelerometers in the nose
down position of the tank disappear.

V1. Eigenfrequency calculation

It seems difficult to accomplish ground resonance tests with the tank in the rig for the
different slosh angle position, while the eigenfrequencies of the test rig including the
tank colour the measured results. For other external drop tanks attempts to correlate such
rig test results with ground resonance test results proved inconclusive. Therefore we tried
to calculate the lowest eigenfrequency of the subsonic tank for different suspensions for
the tank and different fuel distributions. Fig. 14 gives the results for the different con-
figurations. The rigged tank means that the tank is suspended in a similar way as in the
test rig, but without rig stiffnesses. For the nose down and nose up posxtxon a mass distri-~
bution for the water was used as calculated for the slosh angles of +15° or ~15°. The calcu-
lation results show that for the horizontal position of the tank and the nose down position
the lowest eigenfrequency lies near to the vibration frequency in the test. That is not a
confirmation but only an additional indication that the test for the subsonic tank was run
near to the eigenfrequency of the tank. But the main acceleration peaks are given by the
resonance of the rig.
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VI1I Experience obtained by the Test

The most significant experiences obtained by these slosh and vibration testsappear to be the
following

a) It seems difficult to build a test rig which is stiff enough, so that test rig eigenfre-
guencies in the required frequency vibration range can be prevented, when a simultaneous
slosh and vibration test is required.

b) For a simultaneous slosh and vibration test the vibration amplitude on he tank cannot
be kept constant.

¢) In spite of the imperfections of the requirements due to the real vibration loads of an
external drop tank on the aircraft and the weaknesses of the test rig to kcep a nearly
constant amplitude with simultaneous slosh and vibration excitation, structural weak
points of the tank were discovered during the test.

d) Since the requirements for the vibration frequencies and the vibration amplitudes on the
tank do not correlate to the frequencies and amplitudes which exist for a real tank con-
figuration on the aircraft, certifying external drop tanks in this way will not
necessarily guarantee a proper work of the tank and its equipment on the aircraft,




VIII Recommendations for improvements of the requirements

Normally a fatigue test will be done for an aircraft structure. The load spectra which are
used for these endurance tests are composed of the real loads an aircraft structure is
exposed to during its life time. For the qualification of an external drop tank a similar
procedure must be elaborated. For this a sloshing test similar to the requirements of the
Mil-T-7378A seems reasonable. But it must be checked if the amplitude of the loads gene-
rated by these tests compare with the most frequently encountered loads on a tank on the
aircraft. The frequency of 0,3 Hz for the slosh movement covers the requirement for the
time rates for loadings by manoeuvres. The requirement for the frequency of the vibration
seems arbitrary. The requirement for a certain excitation amplitude at a certain frequency
is justified as long as a correspondance of these frequencies and amplitudes to the fre-
quencies and amplitudes at the corresponding points on the aircraft exists. Requirements
for certain differences in the mean amplitudes at the top and the bottom of the bulkheads
under the attachment points are difficult to understand. A requirement for certain diffe-
rences in the mean amplitudes at the top and the bottom means that the stiffer the tank
the higher the excitation amplitude necessary =~ in this way you can destroy everything -
or you have to excite in an eigenfrequency of the tank. Therefore, for the excitation fre-
quencies and amplitudes such frequencies and amplitudes must be used which exist at the
attachment points of the tanks on the aircraft during flight, landing and taxiing. For the
frequencies and amplitudes the real frequency ranges and real amplitudes averaged between
the different profile segments must be used.

From the first impression it seems that the requirements for the sloshing movement can be
done independent of the aircraft type. The excitation vibration freguency ranges and ampli-
tudes perhaps can be different for different aircraft types. The signals of the accelero-
meters and the strain gauges have to be used only for monitoring. On the aircraft the low
frequency and high frequency loads are superimposed. Therefore a combined slosh and
vibration test seems necessary. As we have seen above a combined slosh and vibration test
for a tank can lead to an overloading of the tank specimens caused by an eigenfrequency

of the test rig in the test frequency range. To prevent such eigenfrequencies in the rig
seems very difficult.

The requirement for a vibration test with the full tank after the combined slosh and
vibration test with the tank 2/3 full is successfully finished is not clear. The opinion
of the Author is, to delete this vibration test for the full tank.

IX Conclusion

Experiences with the qualification tests carried out on the external drop tanks for a
fighter aircraft show that the requirements cf the Mil-T-7378aA for the gualification test
should be improved in some points. It is essential that for such qualification tests the
input frequencies and amplitudes must correspond to frequencies and amplitudes at the
tank attachment points on the aircraft during their profile segments. Furthermore, on the
given values for input and output amplitudes must be deleted and it can be deleted by
using more realistic frequency and amplitude spectra.




THE STRUCTURAL DYNAMIC INTERFACE

REQUIRED FOR DEVELOPING HFLICOPTER
TARGET ACQUISITION SYSTEMS
by
Sam T. Crews
Structures and Aeromechanics Division
Development and Qualification Directorate
ARMY AVIATION RESEARCH AND DEVELOPMENT COMMAND
St.Louis, Missouri 63120

SUMMARY

The paper gives a brief description of the helicopter vibration environment. Two development
programs are used as examples to show how vibration sensitive target acquisition systems can be
intexfaced to the helicopter. The systems are the Target Acquisition Nata System/Pilot Night Vision
System mounted to the nose of the Army's new Advanced Attack Helicopter and the Stand-Off Target
Acquisition System mounted undermeath the Ammy's BLACK HAWK helicopter. The qualification strategy
and specific testing performed and to be performed are included.

1. INTRODUCTION

The helicopter presents to the designer of equipment a rather unique vibrarion environment.
This enviromnment can be characterized as complex periodic. The exciting frequencies are very well
defined and are directly related to rotating system rotational speeds. “Exciting’ amplitudes are a
function of the structural dynamic interface between helicopter and equipment, Therefore, "exciting"
is really a misnomer. A more appropriate term would be "interface" amplitude, By choosing
appropriate structural dynamic properties the helicopter designer and the equipment designer can
minimize the interface amplitudes of vibration, It is especially important that they do this for
items of equipment whose performance {s especially sensitive to vibration. Helicopter target
acquisition systems, both passive, with their sensitive electro-optical elements, and active with
their long redar reflectors, generally fall into this class of equipment, Therefore, it is extremely
important for the Government to structure its development and qualification programs for such systeme
to allow designers to consider and take advantage of the unique structural dynamic environment the
helicopter offers. Two examples of how these programs should be structured are presented. The
Department of the Army Materiels and Acquisition Readiness Command (DARCOM) was given program manage-
ment and development responsibility for the Target Acquisition Data System/Pilot Night Vision System
(TADS/PNVS), The Program Mgnagexr's staff worked gut of the Army Aviation Research and Development
Cotmand (AVRADCOM) and received technical management support from AVFANCOM, AVPADCOM also formulated
the airframe interfacing and airworthiness requiremente for the Stand-off Target Acquisition System
(SOTAS). Program menagement of SOTAS was given to the Flectronics Research and Development Command
(ERADCOM) .

2, THE HELICOPTER STRUCTURAL DYNAMIC ENVIRONMENT

Helfcopters have fundamentally different vibration environments than fixed wing aircraft,
Therefore, helicopter vibration qualification test requirements and structural dynamic interface
requirements for equipment mounted on or in helicoptersshould be quite different than those for fixed
wing aircraft. A vibration qualification test spectrum put together from enveloping maximum flight
test messurements from the extremes of a store mounted on the F-15 fixed wing fighter (Reference 1)
is compsared in Figure 1 to a combined set of similar maximum measurements made on a light weight
rocket launchar mounted on the AH-1S Cobra helicopter gun ship (Reference 2), The rocket lsuncher
peaks presented are the worst case measurements taken from triaxial accelerometers mounted at the
front snd rear of the launcher., Flight conditions are worst case taken from eight twe hcur flights
flown to a typical mission profile. Spectrum analyses were performed from O to 100 Hz with a 1.0
Hz bandpass., Figure 2 presentsa composite spectral plot of maximum acceleraticns taken from seven
triaxisl accelerometers mounted on the instrument panel and in the avionics bay of the OH-5R (Bell
Kiowa) helicopter. Flights included a wide renge of steady state and maneuvering conditiona
(Reference 3). Spectral data analyses were performed from 0O to 500 Hz with a 1 Hz bandpass. The
Cobra is a two bladed helicopter with a main rotor rotational frequency of 5.4 Hz., The OH-58 is a
two bladed helicopter with a main rotor rocational frequency of 5.9 Hz. Figures 1 & 2 ghow that
the primary responses on these helicopters occur at integer miltiples of the number of blades times
the rotor rotational speed. If & rotor's hlades are ressonably tracked to run in the same plane
and mass umbalance {s properly contained, then the only significant loads transfered from the
rotating system to the fixed (airframe) system are steady loads and oscillatory loads which occur
at integer multiples of the number of blades times rotor rotational speed (Reference 4), This fact
and the data presented in Figures 1 & 2 suggest that helicopter vibrations are primarily due to rotor
excitation and not due to air stream excitation as in fixed wing afrcraft. Oscillatory excitatione
in helicopters result from loads carried through both the rotor shaft and blade vortex-airframe
. . ace interactions.
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Figure 3 shows the sine sweep vibration test spectrum from ML-STD=810 B & C that is frequently
applied, along with sinusoidal resonant dwells, toward qualification of helicopter equipment and also
external stores mounted on helicopters. As can be seen from comparisen with Figures 1 & 2, this test
in n« way simulates or resembles a true helicopter vihration environment, This test was originally
aprlied *o qualify black boxes, and black boxes which were qualified to this standard have shown good
reliability in the field. Therefore, the test gained credibility and consequently was applied to
qualify a variety of equipment types, sometimes with very poor results (References 2 & §5),

The test worked well for black boxes because it ie in most cases & severe over test, A secvere
over test produces a weight penalty by requiring more structure than necessary., However, in the case
of black boxes this weight penalty is prolably quite small, Most dynamics velated failures of
equipment mounted on helicopters occur because the pilece of equipment, as mounted to the helicopter,
has a resonance near a major helicopter forcing frequency, Masjor helicopter forcing frequencies lie
betwean 4 and 60 Hz, Most black boxes have no resonant frequencies below 100 Kz, Thus, even though

the MIL-STD-810C test does not force helicopter-equipment compatibility, compatibil{ty does exist for
black boxes,
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Figure 3 MIL STD-810 B and C Sine Sweep Test

Any {tem whose performance is structural dynamically sensitve snd/or strength requirements/weight
sensitve to structural dynamics should receive proper consideration in the design phase to the
structural dynamics of the aircraft or afrcrafts it will fly on. Qualification to MIL-STD-810C
vibration requirements does not do that. In addition such qualification ignores the normal real world
flight equipment devleopment cycle of design, test, flighe test, redesign, more flight test, product-
ion readiness, and then production,

3. THE_TADS/PNVS DEVELOPMENT; PROGRAM

The Target Acquisition Designation System (TADS) and Pilot Night Vision Sensor (PNVS) are mounted
on the nose of the AH-64 Advanced Attack Helicopter (Figure 4), Hughes Helicopters, Inc, (HH) is
the prime contractor for AH-64 development and also has system integration responsibility for the
AH-64 fire control system, The TADS/PNVS 18 to be supplied GFE to Hughes, The AH-64 has a four
bladed articulated main rotor and a set of 2 two bladed teetering tail rotors. The TADS consist of an
optical sensor, a TV semsor, A Forward Looking Infrared Sensor (FLIR), a laser Range Finder Designator
and a laser spot tracker all mounted on a closely packed serve controlled four gimbal stabilized plat~
form which isolates these sighting systems from helicopter vibration inputs and compensates for linear
and angular motions of the helicopter. The primary structural dynamic design considerations were; the
placement of any installed system resonances away from AH-64 forcing frequencies, stabilired platform
stiffness to minimfze relative displacement between sensors and stabilization servo-gystem feedback
elements, and the avoidance of platform resonances that would impact the stabilization servo system
(See Reference 6 for a dtscussion of the related problem of designing Sights to be mounted above the
helicopter rotor).

W TARGET ACGUISITION DESIGNATION SIGHT - TADS:
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Figure 4 Target Aquisition Designation System/Pilot Night Vision System (TADS/PNVS)
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The TADS/PNVS competitive development began in 1977 with Martin Marietta and Northrop as
compet ing contractors., Both were given contracts to bufld flightworthy systems which would be
compet {tively evaluated in flight tests.

A very limited flight test was conducted on an early AH-64 prototype to define a vibration specifica~
tion to go into the Prime Item Development Specification (P.I,.D,S,), and to which the competing TADS
units would be designed to perform to System Level Specifications (target detectfon, acquisitfon, and
designation ranges). Instrumentation consisted of linear and angular triaxial accelerometers mounted
on the noge of the AH-64. A data record was taken at a 130 lmot flight condition and spectrum
analysis was performed from O to 200 Hz with a 10 Hz bandpass., Spectrum based on this analysis were
included in the P,I.D,S. (Figure 5). Both AVRADCOM and HH realized that this was not the definitive
description of the vibration environment on the AH-64 nose. However, it was considered to be a good
Jdesign goal since this was an early prototype aircraft with special emphasis to be given during air-
craft development to reducing the overall afrcraft vibrations, especially at the crew seat and
consequently at the aircraft nose, The original contractual requirement for vibration qualification
testing of the TADS/PNVS bulklead mounted equipment was based on Method 514,1 category C of MIL-STD-
R10B and consisted of both one hour of sinusoidal sweeps per axis and four 30 minute dwells p°r axis
at AH-64 forcing frequencies and 810B levels, This test was to be performed prior to first flights,
Early in the competitive program the Army, Hughes Helicopters, and hoth competing contractors agreed
that this perticular qualification test was inappropriate because the test did not represent the true
helicopter vibration environment and might therefore force unnecessary design changes, some of which
might degrade system performance, and "use up" or destroy a useful flight test article, Consequently,
the Axmy constructed a limited environmental vibration qualification test to be conducted prior to
first flight that would substantiate system performance and prove airworthiness (Table 1). The 3
waveforms applied as test Level 1, system operational, were based on the P.I,D.S. vibration levels.
System Stabilization performance was measured during this part of the test so that specification
performance could be evaluated. The Level 2 and nonoperating waveforms were derived from flight test
dats acquired up to that time on two AH-64's with serodynamlcally representative mock ups of the
competitor's TADS mounted on each. Level 2 represented the worst case vibration environment under
which the TADS could be expected to be used. Stabilization performance was evaluated during the Level
2 portion of the test, The nonoperating levels represented the worst case vibration enviromment that
the units would experience during fl{ght, Performance was evaluated pre and post test. No degradation
was allowed. The vibration qualification test of the TADS/PNVS turret was delayed until the single
contractor maturity phase of the program,
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Figure 5 TADS/PNVS Vibration Performance Specification




’r—----——-—-'--"'----—---—"'*—-——-—r

TABLE 1

TADS/PNVS LIMITED ENVIRONMENTAL
VIBRATION TEST

Vertical, g Longitudinal, g Lateral, g
Input
Component Level 1 Level 2 Non- Level 1 Level 2 Non- Level 1 Level 2 Non-
Frequency op.* oP. OP. OP. oP. OP. OP. OP. oP.
4 4.4 Hz 0.08 0.1 0.35 0.035 .05 0.15 0.06 0.08 0.26
14.4 - 0.94 0.35 - 0.04 0.15 - 0.07 0.23
19.3 0.42 0.3 1.65 0.18 0.39 0.69 0.28 0.71 1.24
38.5 0.04 0.12 0.53 0.13 0.94 1.64 0.05 0.38 0.66
58.0 0.04 0.06 0.21 0.04 0.12 0.21 0.03 0,09 0.16
77.0 - 0.11 - 0.06 0.11 - 0,06 0.11

*0P Operating

Test duration 15 minutes per axis, each level.

Extensive flight vibration surveys prior to the competitive TADS/PNVS fly-off on the two proto-
type AR-64's with the assocfate contractors' TADS installed on their respective aircraft were conduct-
ed for the following purposas:

a) To obtain design information so that the associated contractors could optimize their eystems
prior te the TADS/PNVS fly-off.

b) To determine if there were significant differences in the induced vibration environments
between the prototypes that would affect the results of the fly-off,

¢) To obtain the vibration information necessary for updating the TADS/PNVS P.I,.D,S. for the
maturity phase of the TADS/PNVS development,

d) To obtain the vibration data necessary for contructing & realistic maturity phase environe
mental vibration test.

Any system whose performance is sensitive to aircraft vibration levels will greatly benefit from
such a survey followed by a system optimization period pric: to formal systems evaluation. Consequent-
ly, 1f the System Developer Program Manager is technically responsible and/or if the development
program is properly structured initially, then the information necessary to construct a reslistic
vibration qualification test will ba :vailsble in the development cycle., Guidelines for comstructing
the qualification test, eventually remed the Life Cycle Vibration Qualification Test, were formulated
by AVRADCOM and agreed to by both Fughes Helicopters and the twe competing associate contractors.

These guidelines were based roughly on standard helicopter fatigue methodology (Reference 2), The
guidelines were as follows:

The TADS PNVS turret vibration qualification test will be constructed based on the AH-64 System
Specification Flight Spectrum (Table IT) and flight test measurements, For each important
frequency in each direction there will be an agreed to vibration level, The level will be based on
the worst case measurement of, or projection for each flight condition or load factor in the

table. The following conservative factors will be applied to the sgreed to levels:

a) A quadrupling of spectrum time becsuse only one item will be teated,

b) A 1.25 multiplier to each level to account for aircraft differences.

¢) A single axis multiplier to each level, This factor being defined as the ratio of the
magnitude of the resultant to that of the largest of its vertical, lateral, or longitudinal
components and compengates for single axis testing versus miltiple axis aircraft excitation.

d) A Goodman correction in the vertical direction to account for the absence of the load factor
i{nduced steady streas during each maneuver,




TABLE II

AH-64 SYSTEM SPECIFICATION FLIGHT

SPECTRUM
Maneuver Spectrum Level Flight Spectrum
Load Minutes at Minutes Flight Minutes Minutes
Factor Load Factor Gunfire Condition X103 Cunfire
3.00 g 3 .5 Vgt 6.92
2.75 10 .6 13.83
2.50 28 N 34.59
2.25 93 1 .8 34.59
2.00 333 2 .9 34.59
1.75 1,000 7 1.0 23,06 1,300
1.50 3,333 23 1.2 6.92
1.25 30,000 540 Sideward 16.14
& Rearward
.75 4,200
.50 373 HOGE#* 53.03
.25 42 Ground 6.93
Conditions
.00 7
657 hrs 3,843 hrs

Vy Level Flight Speed at Maximum Continuous Power

HOGE Hover Out of Ground Effect

After all levels have been agreed upon and all conservative factors have been applied, the long time
low levels can be collapsed to short time higher levels by use of the S/N curve shape of the material
in the system with the worst fatigue properties, The time reduction to be applied is based on the sum
of the amplitudes of the different frequency components at each conditfon as shown in Figure 6. Cyclic
load application shall be assumed to occur at 19,2 Hz (main rotor 4 per revolution frequency). After
appropriate test levels snd times have been agreed to the levels will be combined into a complex
periodic input such as in Table III where the phase relationships of the different harmonics are
constantly changing (Reference 2).

Test g = Sy y Life g Krsz
Level Sy Level

]

I

}
b
Stress 1 '
]

]

]

Cyclea
Cyclea in test at equivalent Cycles in life at
test load level. a load level.

Figure 6 Test Time and g Level Adjustments Using a Typical S/N Curve




TABLE II1

TADS/PNVS LIFE CYCLE VIBRATION
QUALIFICATION TEST

Input Component Vertical Lateral Longitudinal
Frequencies W/0 G.F., W/G.F.* W/O C.F. W/G.F. W/OG.F. W/G.F.
MR 1/rev* 4.8 Hz 32 g .32 .1 .1 .03 .03
Gunfire 12.0 Hz - Pulse - Pulse - Pulse
MR 3/rev 14.4 Hz .09 .09 .2 .2 .04 .04
MR 4/rev 19.2 Hz 1.56 1.56 2.02 2,02 .36 .36
TR 1/xcev 23.6 Hz W11 L1 .13 .13 .06 .06
MR B/rev 38,4 Hz .46 46 .16 .16 .37 .37
MR 12/sec 57.6 Hz .12 .12 .05 .05 .26 .24
Test Time - Hrs. 1.78 1.1 0.45 0.2 1.0 1.4

* G.F, Gunfire
MR l/rev Main Rotor Rotations per second
MR 4/rev 4 times Main Rotor Rotations per second

TR Tail Rotor

Martin Marietta won the competiv fly-off and was awarded the maturity phase development contract.
negotiations have lead to three structural dynamic considerations as follows:

a) Vibration levels to which the sysiem was to perform to system level specifications (target
detection, ascquisition, and designation renges) were dropped. Tnatead, Martin agreed to
neet system level specifications within the flight operating envelope of the weapon systems.
The original P.I,D.S, vibration design levels proved to be quite representative of the
vibration levels within the weapons firing envelope and the contractor bettered the stabili-
zation goal in his total error budget by & good margin,

b) A reduced version of the Limited Environmental Test (LET) was incorporated into the product-
lon verification testing to be performed on every delivered unit, The LET proved to be a
valusble aid in ferreting out workmanship defects in the development units prior to install-
ation on the aircraft., Units that underwent LET testing prior to flight test proved far
nore reliable than those that were flight tested without LET testing.

c) Electronic Components not mounted on the AH-64 nose, which conaist of '"black boxes" mounted
in the aircraft avionics bays, were to be quslified to the MIL-STD-810C, 5 to 500 Hz, 5g

sweepe.

The Life Cycle Vibration Qualification test for the Stahilized Turret System described in Table
III wae adopted, The test was developed based on the above AVRANCOM guidelines,

4, THE SOTAS DEVELOPMENT PROGRAM

The Stand-off Target Acquisition System (SOTAS) {s desinged to detect slowly moving ground or
nesr ground targets such as armoured columns or helicopters at long stand-off ranges in a severe radar
jamming environment and to provide the target movement information in near real time to battlefield
commanders, The system consists of a modified UH~60 BLACK HAWK designated the EH-60C built by
S1korsky Aircraft and a redar sntenns with an extension retraction pedestal and an agquipment rack
built by Motorols (Figure 7). The aircraft main landing gear has been modified to retract a total
of 45 inches in~flight. The antenna then extends about 21 inches from its stowed position beneath
the belly of the sircraft. The antenna 1s then free to rotate through a full 360 and perform fts
tazget acquisition function, The heart of the antemna is an 18 ft reflector that handles an array of
radar feed horns and must allow only small elastic deformations under the influence of aircraft
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vibrations in order to achieve the desired anti-jsmming performance. The total system error budget
allows only .0l inches relative deflection, due to aircraft vibration, across the 18 ft reflector,
The mission requires the antenns to perform primarily between 60 and 80 knots airspeed with mild
helicopter maneuvers, which is the flight regime where helicopter vibrations are at a minimum,

e i . - - qﬂ' b
Figure 7 SOTAS Airborn System Suspended Shake Test
Sikorsky and Motorola were designated as co-equal prime contractors for the airborne equipment
with Sikorsky responsible for the helfcopter modifications and Motorola responsible for the antenna,
pedestal, and equipment rack, AVRANCOM was asked to provide airworthinees requirements for the
system and to provide those requirements necessary for a successful Interface between the two primes,

The AVRADCOM structural dynamic requirements were based on prior helicopter store development program
experience (References 2 & 5) and TADS/PNVS experience and include:

a) A fairly stringent requirement on allowable aircraft vibration at the helicopter floor-
pedestal interface that went into the Sikorsky EH-60C specification, This was to make the

airframe manufacturer responethle for providing an acceptable operating environment for the
radar system,

b) A requirement fn the Motorola specification that the antenna-pedestal and the equipment
rack have no as-mounted to the helicopter resonant frequencies of major modes near helicopter
forcing frequencies, The helicopter
forecing frequencies are usually well defined, Fulfillment of this requirement assures
dynamic compatibility between radar and aircraft., It minimizes total system vihration
amplitudes and consequently helps the airframe manufacturer meet his vibration requirement
and the radar manufacturer meet his system level performance requirements.

¢) A requirement on Motorola that the antenna-pedestal structure have a fatigue 1life equal to
the total 1life expectancy of the system, in this case, 20,000 hours, The AVRADCOM position
wag that the SOTAS antenna might well be fatigue critfcal since it 1s to operate in both a
helicopter induced oscillatory load enviromnment and has its own rotating antenna produced
oscillatory loads, This fatigue life requirement was to replace any proposed system level
vibration qualification test, Although a fatigue 1ife requirement is much more expensive
to comply with than a total system vibratfon test, (1), it assures structural compatibility
between radar and airframe, ({1) it allows for proper structural weight optimizatfon, (iif) {t¢
guarantees that the radar structure will last the life of the aircraft system (therefore,
perhaps greatly reducing life cycle cost), (iv) and 1t precludes unneceesary and perhaps
counter producive design changes often forced on a contractor who 1s made to comply with an
arbitrary vibration test,

d) A requirement that all electronic components (hlack hoxes) pass the MIL-STD-R10C vibration
test.

The airworthiness qualification program was structured to call for close cooperation between
contractors and includes:

a) Interfacing the two contractors' mathematical models (NASTRAN) during the design phase to
assure system freedom from improper rescnancea and also to do forced response studies
to evaluate system performance fn the specified aircraft vibration environment,

b)  Suspended shake tests of the airborne system to determine actual system structural dynamic
properties, The shake test is also the proper place to try out fixes to potential problems
prior to flight.

P




¢) A flight loads and vibration survey of a full acale structural dynamic model of the antenna~
pedestal prior to full up radar system flight tests.

d) A single grticle antemna-pedestal fatigue test based on flight loads measurements.,

5. CONCLUSIONS

The halicopter vibration environment is complex periodic in nature, This provides unique
opportunitias for the equipment designer to minimize equipment helfcopter interface vibration
amplitudes and consequently optimize system performance,

Development programs for systems whose performance is seneitive to vibration should be structured
to optimize intexface dynamics.

Dynamic qualification techniques are available that make this possible. These may include life
cycle vibration qualification tests based on early program flight test data or structural fatigue
tests and electronics component level vidbration testing.
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SUMMARY

This paper demonstrates problems occuring in connection with the dynamic qualification
of egquipment and external stores for light military helicopters. Special features of the
helicopter vibratory environment are discussed. Some general recommendations for the pro-
cedure of dynamic qualification for use with helicopters are given.

An approach in dynamic qualification of relatively heavy equipment is presented using
the example of combining the MBB BO 105 helicopter with HOT anti-tank missile launchers.
To obtain a basic understanding of the dynamic behaviour of the helicopter with external
stores, during the design phase, preliminary dynamic calculations are made for the iso-
lated stores. The results are compared with the gqualification requirements, to influence E |
the final design. Shake tests are done with the separated external stores. The experi-
mental results are introduced in the dynamic calculations to obtain more realistic in-
formation about natural frequencies and response characteristics of the total system,
helicopter plus external stores, with regard to the harmonic main rotor excitation.
Flight test vibration measurements conclude the dynamic gualification.

1. INTRODUCTION

The dynamic behaviour of a rotary wing aircaft is characterized - in contrast to a
fixed wing aircraft - by the existence of discrete vibration peaks at fixed well known
frequencies. This typical vibratory spectrum is caused by the dynamical system of the
helicopter, consisting of main and tail rotor, several gearboxes, driveshafts, and engi-
nes. All these components rotate with different but nearly constant speeds. The exci-
tation which is responsible for the most severe vibrations has its origin in the main
rotor and is conditional upon the helicopter flight principle itself. The nonuniform air
flow through the main rotor in forward flight produces periodically variable air loads
on the rotor blades leading to sinusoidal excitation forces and moments at the rotor hub.
These rotor vibratory loads consist of so-called "number-of-blades" harmonic components
with the frequencies n{, 2nQk, etc., where n is the number of rotor blades and Q the ro-
tor rotational speed. In general, the nQ harmonic is the predominant helicopter excita-
tion. In consequence, it is an important task for the dynamicist to avoid natural modes
of helicopter equipment close to these main excitation frequencies.

Another special feature of the helicopter is that equipment and external stores which
are heavy in relation to the structural weight of the fuselage may considerably change
existing vibration modes locally or as a whole. Therefore, in many cases, the dynamic
qualification for relatively heavy equipment cannot only be treated separately, in par-
ticular for light helicopters. On the contrary, additional theoretical as well as experi-
mental work has to be done, with equipment and external stores respectively, as a part
of the helicopter structure. The purpose of the present paper is to demonstrate the prob-~
lems occuring with the dynamic qualification of heavy equipment at the example of the HOT
anti-tank missile launchers used with the PAH-1 helicopter.

2. SPECIAL FEATURES OF HELICOPTER VIBRATORY ENVIRONMENT

As mentioned in the introduction, the vibratory loads in a helicopter fundamentally
differ from those in other aircraft. In the main, in a rotary wing aircraft, the desig-
ner is concerned with severe vibrations at a few significant excitation fregquencies below
100 Hz. In Fig. 1 a typical vibration spectrum of the BO 105 helicopter is shown. Natu-
rally, there also exist higher disturbing frequencies, as for example the tooth frequen-
cies of the gear wheels which, however, play a minor part. In most cases, the main prob-
lem consists in isolating equipment from high-level low-frequency vibration loads which
vary with the individual helicopter types. Due to the extremely light construction of
the fuselage, it is easy to understand that rotor excitations are transmitted to various
points of the helicopter very differently. Hence, the vibrational loading of equipment
depends strongly on the installation place which is nearly always determined by priority
operating reasons. Therefore, in many cases special vibration isolating or vibration
absorbing provisions have to be taken. As a rule, by applying such precautions, problems
which are connected with higher-frequency vibrations are no longer to be expected.
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Fig. 1 Typical vibration spectrum of BO 105

helicopter

With respect to the environmental loads which have to be born and thus also with respect
to the wvibratory loads, equipment which is provided for installation in a helicopter
is usually qualified according to well defined standards. Applicable test methods are
summarized in sufficiently known prescriptions such as the American MIL-STD-810 or the
French AIR NORME. Among others, in these cataloqgues of test procedures, one requires the
simulation of appropriate vibration loadings for the isolated equipment in the laboratory
by use of a shaking table. The test conditions and, in particular, the excitation levels
depend on excitation frequency, weight of the test specimen, installation position and
type of suspension in the aircraft. From our experience, excepting certain restrictions,
these standardized qualification methods are well suited for light equipment, such as in-
dicating instruments and other electronic devices. This is particularly valid when vibra-
tion isolating suspensions are applied.

It is obvious that devices which are provided for use with helicopters should not have
any natural frequencies in the range of the well known main excitation frequencies.
However, particularly for relatively heavy built-in or built-on equipment, it is in many
cases extremely difficult to fulfil the reguiremer,ts of the above-mentioned standards
within the low-frequency range. In the critical range containing the dominating first
"number-of-blades" harmonic excitation, the permiti{ .d acceleration values of 2 g are
reached or even exceeded in a lot of helicopters, especially at unfavorable installation
places. The high-frequency range (frequency range to be tested: 5 - 500 Hz and 5 - 2000 Hz
respectively) is essentially relevant only to members,such as plug connections, electronic
plate assemblies, etc., where resonance dwell tests, as required among others by MIL-STD-
810B and AIR NORME 7304, certainly dictate a severe examination for the test sample. It
is open to question, whether resonance dwell tests are sensible in any case or whether,
instead of these, dwell tests at the predominant helicopter blade passage frequencies are
to be preferred [1]. Compared with edition B, MIL-STD~810C does not include resonance
dwell tests for helicopters. In addition, edition C makes a distinction between helicopter
built-in equipment and external stores. Dwelling at the helicopter typical excitation fre-
quencies, however, is specified at least for external stores. Often, it would be advisable
to perform similar dwell tests with equipment such as a roof mounted sight, for example |2].

Naturally, the dynamic qualification of the isolated equipment by use of a vibration
exciter is meaningful, but according to our experience, in many cases not sufficient. For
example, installing equipment whose mass amounts to about 5 - 20% of the pure structural
weight in a light helicopter is common and freguent practice. Such heavy equipment may
significantly change existing vibration modes locally or of the whole fuselage, depending
where it is connected to the helicopter structure. In this manner, the severe helicopter
specific basic excitation is, in most cases, further increased for equipment and external
stores. For these reasons, it may be necessary to perform, in addition to a shake test of
the isolated equipment, more extensive theoretical as well as experimental investigations
with the combination, equipment and carrier. In the following chapter, a corresponding
approach using the example of a pylon for external stores is presented.

3. EXAMPLE OF A DYNAMIC QUALIFICATION PROCEDURE FOR HEAVY EXTERNAL STORES

The problems which the dynamic qualification of relatively heavy equipment raises, in
connection with light helicopters, are demonstrated in the following, by the example of
the pylons for the HOT missile launchers of the BO 105 P (PAH-1) helicopter. As is seen
in Fig. 2, pylons which can be armed with a battery of three HOT anti-tank missiles each,
have been attached to both sides of the aircraft. The loaded launchers, originally designed
fer use on ground restricted vehicles, have a mass of about 150 kg cach and weigh therefore,
for example nearly twice as much as the engines. The design of the pylons and their hinged
mounts in the area of the floor structure of the fuselage has been essentially based on
statjcal aspects. It is easy to understand, however, that the attachment of such large
masses at such exposed places might influence the vibratory behaviour of the whole heli-
copter. For this reason, besides the obvious requirement that the isolated launchers have
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no resonance points close to the main excitation frequencies, the dynamics of the total
system, helicopter plus external stores, have to be considered with care.

Fig. 2 BO 105 P (PAH~1) helicopter

3.1 DYNAMIC QUALIFICATION OF SEPARATED STORES

The dynamical qualification of the launcher itself
has been done according to the French AIR NORME 7304.
For that, the launcher was fixed on a shaking table in
a similar manner to its mounting on the pylon and has
been subjected to the tests listed below, in the fre-
quency range~ between 5 Hz and 500 Hz:

Sroe ACCELERATION AMPI 1 TLDES/C

DISPLACEMENT AMPL ] TUDE /%

1. Resonance search
2. Sinusoidal cycling (2.5 hrs aiong each axis)

3. Resonance dwell (20 min along each axis at the
most severe resonant frequencies)

4. Noise like excitation. é Lo
v
The excitation for points 2 and 3 has been set according s 0 B8 0
to Fig. 3.

Fig. 3 Vibration test curve
(AIR NORME 7304)

3.2 NATURAL MODES OF ISOLATED PYLON AND STORE ASSEMBLY

During the design phase of the pylon a first dynamic structural calculation has been
performed for the combination,pylon plus launcher. Complicated structural components re-
quire an idealization with correspondingly capacious details. In many cases, however, it
is more practical to choose a more simple model for such parts, which is sufficient to
enable only the most important deformations to be calculated. The result of this rough
estimation was that the natural frequencies for the first modes of the isolated ramp,
complete with three HOT missiles, were adequately below the dominant 4/rev excitation
frequency, that is, that the design of the pylon could be realized without any modifica-
tion.

The next step was the manufacture of the first prototype of the pylon. The vibration
behaviour of the isolated clamped ramp has been investigated experimentally by shake
tests with impulse excitation in the vertical and horizontal plane. The frequency analy-
sis of the measured accelerations yielded natural frequencies of 16.5 Hz for the first
vertical vibrational mode and 22.3 Hz for the first longitudinal vibrational mode. These
measured values have been used as a base for correcting the input data of the theoretical
model of the pylon. Repeated calculations using the same boundary conditions as in the
experiment have proved the validity of the assumptions made for the idealization of the
ramp (Fig. 4).
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Fig. 4 Shake test and finite element calculation of clamped ramp

3.3 COMBINATION OF EXTERNAL STORES AND HELICOPTER STRUCTURE

Theoretical Model of Helicopter Structure

Fuselage and heavy equipment or external stores form a unit with mutual influences on
each other. Therefore, as pointed out previously, it is absolutely necessary to investi-
gate the dynamical behaviour of the launchers attached to the helicopter structure. At
first, this was done theoretically by integrating the adapted model of the pylon in the
finite-element-model (FEM) of the PAH-1 helicopter.
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Fig. 5 Finite-element-model of PAH-1 helicopter

The finite-element-model with 4872 degrees of freedom, shown in Fig. 5, considers all
the requirements of stress analysis and has been developed for this task. Between this
idealization and the hardware exists a nearly one - to~one correspondence. In most cases,
such a refinement is not required for dynamic calculations. In our example, the number of
degrees of freedom has been reduced to a set of 135 which represents 3% of the original
model size. The selection of these degrees of freedom conforms to the natural modes which
are of interest in the investigated frequency range. For the proper choice of the analysis
set, the possikility that large concentrated masses like the ramps overlaid on a relati-
vely light structure might have a great influence on the complexity of the vibrational
modes had to be taken into account.

Here it may be mentioned that the finite element data set used for the PAH-1 helicop-
ter is developed from the data set for the BO 105 helicopter which has been proved experi-
mentally by a modal survey test. Structurally, both helicopters differ only in a few de-
tails from each other, such as some modifications of the cabin roof, reinforcement of some
fuselage stringers, thickening of the tail boom skin panels, and enlargement of the tail
plane. According to our experience, the essential fundamental and higher harmonic modes of
the helicopter fuselage can be changed within only narrow limits by structural modifica-
tions or installations of additional equipment. Therefore, as a consequence of the struc-
tural similarity of the aircraft it is also possible to achieve realistic dynamicai results
for the PAH-1 helicopter.

A model of this order is only amenable to dynamic calculations by use of special pro-
cedures such as the NASTRAN multi-level-substructuring-method (Fig. 6). In our case, the
aircraft has been divided into seven substructures or superelements (SE). An additional
element has been introduced for the missile launchers. This technique is very effective




for parametric studies of the influences of
fastened equipments and external stores on

altering a certain device, only the substru
called residual structure have to be recalc
The matrices of the other superelements rem

local structural modifications or locally
the dynamics of the whole helicopter. After
ctures lying in a direct line to the so-
ulated (see sketch on the right of Fiq. 6).
ain unchanged.
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MESTOUAL STRUCTURE

Fig. 6 Substructures of PAH-1 finite-element-model

Vibratory Behaviour of Helicopter Struc

The ramps have been included in the cal
of the pylons coupled with the fuselage str
modes in the vertical as well as in the
horizontal plane. These modes where the
ramps vibrate in phase and out of phase
to each other appear only in connection
with the fuselage structure. As a con-
sequence of the flexibility of the at-~
tachment points and the elasticity of
the fuselage, the natural frequencies
have been distinctly reduced in rela-
tion to the isolated ramp (Fig. 4).

The next task was to check the
positions of the additional modes in
the frequency spectrum of the helicop-
ter. In Fig. 8 a survey of the com-
plete natural frequencies and modes
respectively up to 30 Hz is given. On
the left side, the results of the fi-
nite element calculation for the PAH-1
helicopter, with and without ramps,
are tabulated. For comparison, corres-
ponding results from calculation and
modal survey test for the BO 105 heli-
copter are recorded on the right side.

ture in Combination with External Stores

culation as described above. The natural modes
ucture are shown in Fig. 7. There exist double
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Fig. 7 Natural modes of ramps combined with helicopter
structure

For more details see [3)]. Regarding the table one can see that the fundamental pitching
and lateral modes of the fuselage are close to the rotational speed of the main rotor.
Higher modes of the fuselage lie near the 4/rev frequency. In between, a set of natural
modes appears which are dominated by certain parts of the helicopter, such as engines,
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Fig. 8 Natural frequencies and modes of PAH-1 and BO 105 helicopter
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rotor-transmission unit, tail boom, stabilizers, and also the missile launchers (marked
by arrows).

The modes caused by the ramps are located sufficiently away from the dominant exci-
tation frequencies. From this point of view, any modification of pylon stiffness or
mounting attachment was not necessary.

Two normal fuselage modes appear in the most critical region near the dominating
4/rev rotor excitation:

2nd pitching mode of fuselage,
1st torsional mode of fuselage.

These two modes of the PAH-1 helicopter with and witliout ramps are demonstrated in Figs.
9 and 10. Additionally, a comparison between calculated and measured results for the

Fig. 9 2nd pitching mode of PAH-1 and BO 105 helicopter

Fig. 10 1st torsional mode of PAH-1 and BO 105 helicopter

BO 105 helicopter is again shown. As expected, good agreement occurs between the mode

shapes of the various versions. It is not difficult to understand that the natural fre-

quency for the 2nd pitching mode is hardly influenced by the missile launchers. Due to

the outrigging heavy weights of the launchers, however, the calculated natural frequency

for the torsional mode has been distinctly shifted towards the 4/rev frequency of the
main rotor.

From Fig. 8 we can learn that for
the BO 105 helicopter the measured natu-
ral frequencies of the considered modes
lie at about 2 Hz below the calculated
values. Assuming that this fact is also
true for the PAH-1 helicopter the vibra-
tory behaviour of the aircraft with ex-
ternal stores would be more favourable
than that of the basic helicopter.

The oscillatory motions in the case
(ENIER PAR-1 W1TH PANPS CENTER PAN-1 WITHONT RAMPS of the torsional mode are illustrated in
RUAT pAmP FRY. 2.2 WD) LEFT RAWP (FR. 29.9 M) Fig. 11 by means of cross-sections of the

fuselage in the ramps area. In both cases,
Fig. 11 Cross-sectional mode shapes of PAH-1 helicopter with and without ramps, the helicopter
with and without ramps vibrates torsionally about the longitudi- .




nal axis. The missile launchers oscillate out of phase to the fuselage which results
in a nodal point in the center of each ramp.

At this point, it would have been advisable to examine by a finite element response
calculation for several loading configurations of the launchers to what extent these two
modes can be excited by realistic 4/rev main rotor forces and moments. In this way, vibra-
tion levels at the launchers can be predicted in an early design stage. Because of other
than technical reasons we were not able to do such response calculations in the present
example.

Vibration Flight Test Results

Concluding the dynamic qualification procedure for the PAH-1 HOT launchers, vibration
measurements have been performed at different flight conditions. Some features of the
PAH~1 flight tests with ramps in level flight are shown in Fig. 12: amplitudes and phase
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Fig. 12 Flight test vibration measurements for PAH-1 helicopter with ramps

angles of the interesting 4/rev acceleration components at several measuring points of
main gearbox and ramps. Maximum vibration levels occur in transition flight (20 - 30 kts).

In the entire horizontal flight FLe TEST FER ALLRATIN
range, the 4/rev acceleration compo- APLD LORGITUD CPONEW v
nents do not exceed the 1 g limit. Thus, °* ) tess B
the qualification requirements based on e
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the torsional mode a correspondence
between the FEM-eigenvalue computation 034
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Fig. 13 Fuselage cross-section of PAH-1 helicopter:
comparison between flight test and FEM-calculation

4. CONCLUDING REMARKS

The vibratory load in a helicopter is characterized by high-level sinusocidal excita-
tions at a few discrete frequencies. This low-~frequency vibration load has its origin in
the main rotor and is caused by the nonuniform air flow through the rotor in forward
flight. In general, the first "number-~of-blades" harmonic is the predominant helicopter
excitation. Compared with this harmonic, other existing higher disturbing frequencies
are negligible in many cases.

Dynamic qualification by use of sinusoidal cycling, dwell tests, etc., following well
introduced standards is a common practice. However, it is often difficult to meet the re-
quirements of these standards within the low-frequency range.




In particular heavy equipment and external stores may significantly influence the
vibrational behaviour of the adjoining parts of the structure or even of the whole fuse-
lage. Thus, the severe basic vibratory loading of a helicopter is increased in most cases.
In addition to laboratory vibration tests with the separated equipment, more extensive
investigations have to be done with helicopter and equipment as a unit.

The presented example of the approach in design and dynamic qualification of the HOT
anti-tank missile launchers for the PAH-1 helicopter does not claim to be a universally
valid procedure, but it gives at least an idea of the problems which may occur in combi-
ning heavy equipment with a light helicopter. In that special case, the requirement for
a 2 g acceleration limit for the 4/rev excitation could be met. Fundamentally, for many
applications, it would be desirable to increase the admissible vibration levels in the
low~frequency range and, in general, to replace resonance dwell tests by dwell tests at
the individual main excitation frequencies. With MIL-STD-810C a good step has been made
in this direction by allowing a 3 g vibration level for external stores in connection
with the UH-1 helicopter.
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SUMMARY

The paper outlines the dynamic regime imposed on helicopter-borme stores and equipment, highlighting
the differences between the rotary and fixed-wing environments. The need for helicopter requirements to
be addressed in particular is discussed.

The influence of a number of contributory factors to the dynamic enviromment arising from varying
military applications covering both land and sea operation is discussed. The interests of, and implica-
tions for WHL as a supplier of helicopters to both UK and Overseas customers are outlined.

The dynamic criteria for design and test currently employed by WHBL are given, explaining the
particular influence of discrete sinusoidal forcing on the helicopter environment. The evolution of
these standards and their consolidation through flight and service experience is described.

The paper concludes by offering some views on the future development of dynamic qualification
criteria for rotary-winged aircraft.

1.  INTROIUCTION

The vibration environment in helicopters differs from that in jet aircraft by one important
feature, the existance of discrete peaks of vibration at fixed frequencies. These peaks are generated by
the rotating canponents in the helicopter, such as the main and tail rotors, engines and gear meshing. The
rotor speed under normal flight conditions is essentially constant, varying by only about five percent and
therefore these vibration peaks have fixed frequencies.

The vibration spectrum in the cockpit of a four-bladed, medium size helicopter (the Lynx) fs shown
in figure 1 for a steady forward speed of 140 kts. The lower frequency end of this spectrum is dominated
by peaks at multiples of the main rotor passing frequency (LR, S8R etc; LR = four per main rotor revolution).
The peaks at the higher frequency end, above about 40O Hz. are generated by the meshing of gears in the
gearboxes (principally the main rotor gearbox) and by the varicus shafts in, and connected to, the engines.

The relative levels of these peaks differ in various regions of the helicopter depending on the
proximity of the sources of the various peaks and the geometry of the aircraft construction. However, the
vibration in all regions of the Lynx is dominated by vibration at the four per revolution frequency of
the main rotor (4R) at about 21.7 Hz. Regions near the engines and main rotor gearbox also experience
significant forcings from these two items,

An obvious requirement for helicopter equipment is the avoidance of natural frequencies at or near
to the frequencies of the major vibration peaks in the helicopter vibration spectrum. The frequencies of
these major vibration peaks are defined as avoid frequencies. Normally, a narrow frequency band is defined
to allow for slight variations in rotor espeed and aircraft configaration, and to avoid exciting any major
but slightly off-resonant modes of vibration in the equipment. Each type of helicopter will have different
frequency avoid bands and depending on the relative levels at the various frequencies in the different
areas of each aircraft, different avoid bands can be defined for the various regions.

Since the vibration environment of the equipment is dominated by discrete frequency peaks of
vibration, it is logical to use some of these frequencies for endurance testing of the equipment.
Normally about four frequencies are chosen for the endurance testing.

Vibration qualification to Westland Helicopters (WHL) standards follows the following sequences

a) Initial resonance search,

b) Endurance tests,

i) by frequency sweeps,
11) by discrete frequency tests.
¢) Pinal resonance search.
The sbove tests are required for full type clearance. PFor equipment under development, liwmited

type testing may be required before the atart of flight tests and this normally includes parts (a),
{bi) and & reduced (bii).
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Each type of helicopter is different having different numbers of main rotor blades and rotor speeds
which gives the need for specific requirements for each type of helicopter. FEspecially important are the
different frequencies of the avoid bands and endurance tests.

2. DEVELOPMENT OF REQUIREMENTS

Over the past 20 years the qualification requirements of WHL have become more specific. Examples of
this development are given below for two types of helicopters, followed by a detailed discussion of the
Lynx helicopter in the next section.

2.1 Scout _and Wasp Helicopters (1962 Specification)
These aircraft are four bladed light helicopters.

The requirement states that the equipment may be subject to vibration in the range of 5 to 150 Hz.
with the amplitudes given in figure 2. This amplitude curve is used for the resonance search, bui no
requirement is given for the frequency sweep rate. Four frequency avoid bands are given covering the first
and fourth main rotor orders, and the first, second and third tail rotor orders. A fixed frequency
endurance test is defined using three frequencies covering the fourth main rotor order and the first and
second tail rotor orders. Tt is not mandatory for the equipment to operate during the endurance testing
but WHL must be consulted. There is no requirement for a final resonance search.

This single test is required for equipment mounted in all regions of the aircraft. No distinction
is made for different vibration levels in the various parts of the aircraft.

2.2 Sea King and Commando Helicopters (1966 Specification)

These two helicopters are large five-~bladed aircraft.

The specification recognises the existence of different levels of vibration in the various regions
of the helicopter. The original specification covered two regions; within and outside of the power unit
region. Updates in 1975 brought in two other regions; externally mounted equipment and panel mounted
equipment. Different frequency ranges are specified for each region.

A resonance search is required using curve D of figure 3a for equipment within and outside the
power unit region (3—500 Hz. and 3-150 Hz. respectively) or the severe flight curve of figure 3b for
externally mounted equipment (3-175 Hz.).

The curves in figure 3a are the same as those in Av.P.970 which was taken from measurements on
British and American helicopters. Curve D represents the acceptable limit for the more severe vibrations
which may occur during short period flying conditions such as maximum speed or maximum engine power.

This curve is similar to that used for the Scout and Wasp helicopters described in the previous section.

Isolated panel mounted equipment is tested at a constant amplitude to Y.10C inches up to 16 Hz.
followed by a constant acceleration of =2.5g to 150 Hz. Testing in three mutually perpendicular planes
is required.

Endurance tests are required covering the fifth and tenth main rotor orders and fifth tail rotor
orders in all regions of the helicopter, with the addition of a high frequency test at 400 Hz. for equip-
ment in the power unit region. The equipment is required to operate nomally during the testing and at
completion of testing to have suffered no damage.

Any ey ipment which is driven mechanically from the aircraft engine, rotor or transmission may be
required to be subject to a torsional vibration test at the frequency of the input shafts.

3. THE_LYNX HELICOPTER (written in 1977)

The Lynx specification is more detailed than previous specifications and is based upon major
international specifications with additions and modifications by WHL.

The first step needed to write the vibration specification is the determination of the major
forcing frequencies. Once the design of the aircraft is known, these frequencies can be calculated and
listed on a vibration order chart. An abbreviated chart for the Lynx is 8hown in figure l;. Many
of the frequencies on this chart can be correlated with peaks on the vibration spectrum of the Lynx
helicopter shown in figure 1.

The majority of the low frequency energy occurs at the main and tail rotor blade passing frequencies.
The mid and high frequency peaks are generated by the meshing of gears in the various gearboxes, and the
rotation of the major shafts. All regions of the helicopter are dominated by a vibration peak at the
four per revolution passing frequency of the main rotor. The other rotor orders are also important,
especially the first and eighth.

Components mounted on or close to gearboxes are subjected to excitation at the meshing
frequency of the gears and in some cases also at the rotational frequencies of the shafts into these
gearboxes. The same applies to components mounted near to the engines.

The aircraft has been divided into several regions and the vibration order sheet enables the forcing
frequency bands to be defined for each region. For the Lynx, six regions have been defined. All the
regions are subject to main rotor forcing with the addition of extra frequencies from nearby components.
These forcing frequency bands are shown in figure 5. Fquipment with rotating parts driven by an external
gsource also include the operating frequency of its input shaft as an avoid frequency.

B icimatimn
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The equipment is subjected to an initial resonance search and for this purpose the various regions
of the helicopter have been identified and given a letter code. These are shown in Figure 6. The letter
code refers to the amplitude curves shown in figure 7. Note that the curves are similar to those in RTCA
DO 160 with some modifications and additions made by WHL.

The various regions reflect the different levels of vibration. The lowest levels are on isolated
equipment such as instrument panels and equipment racks (curve P). The main fuselage and non-isolated
racks are subject to the general level of vibration in the airframe (Curve N). The extremities of the
aircraft, on the tail and uhdercarriage sponsons are subjected to higher levels at the lower frequenciee
(Curve V) because of the magnification due to their geometric positions and their relative flexibility.

UV WU

Externally mounted equipment is tested to elightly higher levels (Curve X) than the extremities of
the aircraft. Curve X was derived from vibration measuremente taken in-flight of various aircraft.

The high frequency excitation of components mounted on, or near to the engines and gearboxes, is
reflected in the higher levels at the high frequency end of Curve W.

These curves are used to define the amplitude of the initial resonance search using a sweep rate
not exceeding 1 octave per minute. The test is carried out in three mutually perpendicular directions.
The dalnp:lng(Q) factors of any resonances are recorded.

Any resonances in the avoid bands are either removed by structural modifications, or if this is not
practicable and the resonances have low damping an endurance test is carried out at the resonant frequency
using the appropriate (measured) input levels.

- it A

An endurance test is carried out in two stages by a sweep test and constant frequency endurance test.
For the sweep test, the appropriate curve in figure 7 is used for a one hour eweep in each of the three ;
perpendicular directions at a sweep rate of one octave/minute.

Following this, a fixed frequency endurance test is carried out using the frequencies and amplitudes
given in figure 8. The timesare divided equally between each of the three perpendicular directions.

Y PR PP

A final resonance search is them made in the same manner as the initial resonance search to
determine if there are any changee in the resonant frequencies.

The next few figures show comparisons of measured vibration levels in the Lynx with the vibration
level curves of figure 7. The Lynx has two major versions, the Naval and Utility (Army). The two versions
possess very similar vidbration levels as figures 9 and 10 show. In these two figures, the vibration
levels in the cockpit and cabin are compared with curve N vwhich is the test curve for the main fuselage
and non-isolated instrument racks. On these figures, the main vibration at about 22 Hz. can be seen. \
Very few other frequencies are important except for the gearbox-meshing and engine frequencies at around 1
500 Hz. especially for the Utility Lynx.

The vibration levels on the starboard engine of a Naval Lynx are shown in fig.11. These levels
are compared with curve W. The much higher levels at the engine frequencies can be seen at around 500 Hz.

Two types of external stores are shown in figure 12 which are compared with curve X. The generally
higher levels at the lower frequencies can be seen.

The specification of the life of equipment for the Lynx helicopter states that the minimum ultimate
life of equipment should be 7000 hours or 100000 duty cycles. The minimum ultimate life is defined as
the period of use at the end of which, for any reason (e.g. material fatigue, deterioration or economic
reasons) the equipment may no longer be used. Therefore, the vibration qualification of equipment should
qualify the equipment for a life of 7000 flying hours.

The main endurance testing of the equipment is carried out at the fixed frequencies and levels shown
in figure 8. These are accelerated tests and must be sufficiently rigorous to ensure a life of 7000 hours.
The equivalent service life of equipment tested to these levels can be calculated using the method of

test acceleration given in BS 3G 100. This standard makes the assumption that for equal fatigue damage A
at different vibration levels, the test duration varies inversely with the fifth power of the displace- j
ment or acceleration level. ‘1

Figure 13a shows the endurance testing levels and periods for the various aircraft regioms. Using
a service life of 7000 hours at the various frequencies, the implied service vibration levels can be i
calculated by the equal fatigue damage law. This calculation has been 'made, and the resulting service ,
vibration levels are shown in figure 13b.

Comparing the service levels with the measured levels on figures 9 to 12 shows that the vibration
levels experienced for equipment in regions N and X (figure 9, 10 and 12) are lower than the 7000 hr.
levels given in figure 13b. Thegefore, components in these regions which meet the full apecification
should have operating lives in excess of 7000 flying hours.

However, equipment in region W, on or near the engines (including the engines themselves, figure 11),
are marginally above the 7000 hours vibration levels at 22 Hz. But these components have much shorter
overhaul times than the 7000 hours.

The above vibration levels have all been taken from steady forward flight measurements at cruimse
speeds of around 140 knots. The levels vary with the flight condition, i.e. whether hovering, climbing,
aircraft weight and o.g. etc. Generally, for the Lynx the lowest LR vibration in steady forward flight
in the cabin ocours at speeds of between 70 to 90 knots with the levels being approximately half those *)
ghown in the figures. The levels can also vary with the location in the aircraft. For example the .
co-pilot of the Lynx (port side) receives a much rougher ride than the pilot dy a factor of two or three. ,
The levels at hover are relatiwely low.




Rotor speed also plays a part giving changes in the lower levels of vibration by factors of up to
two or three. The rotor speed can be changed by up to ~5% and the various parts of the airframe are
affected differently. In some areas the LR vibration can increase, in others decrease.

Equipment on the aircraft will, for a large proportion of the time, experience vibration levels
much lower than those showm on figures 9 to 12, and for very short periods experience higher levels (up
to about 50% higher). However, these higher levels do not generally exceed the levels defined by the
endurance testing curves.

A final check on the vibration levels experienced by the equipment is sometimes made with the
equipment in situ on the aireraft. This is especially important for the larger pieces of equipment whose
mass or stiffness may alter the dynamic characteristics of structure of the aircraft to which it is
mounted, such as for example, a large piece of avionics equipment mountel into racking.

Tne checks take the form of a 'bonk test' to determine the resonant frequencies of the equipment
and mountings. If any resonances are found close to the major exciting frequencies of, principally, the
main rotor orders, then design modifications are made to the mounting to move the resonant frequencies away
from the exciting frequencies. The way the equipment is mounted will affect frequencies as will the
impedarce of the structure to which it is attached. Thus rig tests are only an indication of local equip-
ment problems, and not of rigid-body attachment modes.

'8 SPECIFICATIONS OF HELICOPTERS CURRENTLY BEING DESIMNED

Specifications for aircraft which are currently being designed are similar to the Lynx specification
described in the previous section. ¥For example, the same vibration level curves as shown in figure 7 are
used. Different frequency avoid bands are defined for each new design, and these are used for the fixed
frequency endurance tests.

5. RANDOM AND SINUSOIDAL EXCITATION

The object of any specification is to prescribe a series of tests which will show whether the item
under test can withstand a vibratory environment for a certain length of time. To achieve this, the test
environment must be representative of the service environment and the duration of the test must be related
to the time in the service environment.

As shown in the previous sections, the helicopter vibration environment is very different from that
of the fixed-wing aireraft. In fixed wing aircraft the vibration is principally a broad-band random
spectrum compared with the discrete frequency spectrum found in helicopters. The result of this difference
is that in the fixed-wing environment all of the resonances in the applicable frequency band will be excited
to some degree. In the helicopter, however, the natural frequencies of the equipment should not be close
to the major exciting frequencies because these are defined as frequency avoid bands. For these reasons,
the endurance testing for helicopters is carried out in fixed frequencies and for fixed wing aircraft a
random vibration test is more appropriate.

There is no definite equivalence between sinusoidal and random vibration. Therefore WHL does not
accept equipment tested to a random vibration test such as that specified in BS 3G.100. PFurther fixed-
frequency endurance testing is insisted on, along the lines of the previous sections. It is not always
necessary to repeat all of the tests demanded by WHL's own specifications because parts may have already
been covered, such as for example the initial and final resonance searches and sometimes the one-hour
frequency sweep.

The most important part of the equipment specification is fhe endurance testing and there is no
easy or convenient method of relating the amount of damage incurred under sinusoidal and random excitation.
Therefore, any bought-out equipment (i.e. equipment purchased by WHL for fitting to an aircraft for a

customer) will not be accepted without being subjected (substantially) to tests specified for that aircraft.

However, much of the equipment will have already been subjected to testing to outside specifications
for fitting to other aircraft. The extra testing required by the helicopter user incurs expense for the
customer or equipment manufacturer which could be reduced if the need for the extra testing was obviated.

A reliable correlation is required between the damage incurred under sinusoidal and random
excitation. At present there are many correlation curves and formulae available, some of which give
different comparisons of the damage, implying widely different lives for the equipment. Until this
situation is resolved, by extensive experimental work, WHL will continue to require testing to its own
specifications.

6. CONCLUDING RFMARKS

Dynamic environmental testing. required by WHL follows the lines of the major international specifica-
tions with resonance searches and endurance testing. The vibration levels of the tests are similar to
international specifications with some modifications and additions made by WHL based on their experience.
All bought-out equipment must be subjected to testing to the relevant specification.

However, there are cases where the vibration levels required by the aspecifications are too severe
and designing to these levels would incur éxtra expense or a weight penalty from the increased ruggedness.
In these cases, the vibration levels are usually reduced to reflect the lower measured values.

Failure to meet the specification does not necessarily mean rejecting the equipment. The type of
failure will be considered and the equipment may be accepted for, say, a shorter life.

If the equipment has been subiected to testing to outside specifications, extra testing is usually
required, especially the endurance testing, to fully approve the equipment.
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Much of this extra testing could be obviated if reliable correlations could be established between
the damage incurred under random and sinusoidal testing.

Specifications for the immediate future seem likely to follow very closely the present specifications.
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VIBRATION ORDERS
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. ‘R 1st main rotor order........
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ég 18t tail rotor order........
Pylon tail drive shaft..........
Porward tail drive shaft........
Main drive shaft.v.eeeeveeenenss
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Meshing m.g.b. conformal gears.. L46.0
Engine.coeieetcaninenneraaaneess  U51.0
Meshing tail gearbox............ 1135.0
Meshing intermediate gearbox.... 1613.0
Meshing m.g.b. input bevels..... 2110.0
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(a) All _repions

1 x Main rotor shaft (IR) 5.2 to 5.9 Hz
; 2 x Main rotor shaft (2R) 10.4 to 11.7 Hz
4 x Main rotor shaft (4R) 20.8 to 23.4 Hz
8 x Main rotor shaft (8R) 41.6 to 46.8 Hz

(b) On or in close proximity to engine

All orders given at (a) plus:-

1 x Forward tail drive shaft 68.8 to  77.4 Hz
i I x Main drive shaft 98.3 to 110.8 Hz
| 1 x Free turbine 440 to 590 Hz
I x Compressor 490 to 720 Hz

(c) On or in close proximity to main rotor gearbox

All orders given at (a) plus:~

1 x Forward tail drive shaft 68.8 to 77.4 Hz
| x Main drive shaft 98.3 to 110.8 Hz FIGURE 5
! x Meshing M.G.B. conformal gears 438 to 492 Hz
2 x Meshing M.G.B. conformal gears 875 to 985 Hz
| x Meshing M.G.B. input bevels 2,070 to 2,330 Hz

(d) Tail cone and tail pylon

All orders given at (a) plus:-

1 x Tail rotor shaft 30.1 to 33.8 Hz
! x Pylon tail drive shaft 58.6 to 66.0 Hz
| x Forward tail drive shaft 68.8 to 77.4 Hz
4 x Tail rotor shaft 120.4 to 135,5 Hz

(e) Intermediate gearbox
All orders given at (a) and (d) plus:~

| x Meshing intermediate gearbox 1,563 to 1,780 Kz
(f) Tai) rotor gearbox

All orders given at (a) plus:-

1 = Tail rotor shaft 30.1 to 33.8 Hz
1 x Pylon tsil drive shaft 58.7 to 66.0 Hz
4 x Tail rotor shaft 120.4 to 135.5 Hz
! x Meshing tail gearbox 1,114  to 1,253 Hz

(8) Equipment with rotating parts driven by an external source shall
include the normal opersting frequency range of its input shaft
a8 an avoid frequency band.

LIEX FORCING FRPQUENCY BANDS




FIGURE 6 _ TESTING REGIONS OF LYNX
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:
Note: (i) (a) For equipment mounted on the Tail Rotor and Angle
gearboxes a composite curve of V and W shall be
used, i.e. Curve V shall be followed from SHz
until it intersects Curve W and then continued
on Curve W,

(b) For equipment mounted on the Main Gearbox the
vibration envelope does not preclude the possibility
of gearbox excited vibration in the range of 3000 Hz
to 30,000 Hz.
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(a) Programme for equipment tested to curves N, P, V or X
I x IO6 cycles @ 22 Hz = 37.9 hours

r 3 x IO6 cycles @ 44 Hz = 18.9 hours

l 3 x I06 cycles @ 128 Hz = 6.5 hours

(b) Programe for equipment tested to curve ¥
Ix 106 cycles @ 22 Hz = 37.9 hours

Ix IO6 cycles @ 44 Hz = 18.9 hours FIGURE 8
1
3 x 106 cycles @ 128 Hz = 6.5 hours
6

3 x 10 cycles @ S00 Hz = 1.7 hours

(c) For equipment driven by external means the 128 Hz test of
programse (a) or (b) shall be replaced by one of 3 x IO6 cycles
at its own drive frequency at a level given by the specified

test curve.

LYNX HELICOPTER ENDURANCE TESTING TIMES
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Application of Modal Synthesis Techniques for the Dynamic

Qualification of Wings with Stores

by

E. Breitbach
DFVLR-AVA Goettingen
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Bunsenstr.10, D-3400 Goettingen, Germany

Summary

Dynamic qualification as well as flutter clearance of modern combat aircraft is usually
burdened by considerable computational and test effort due to the great variety of dif-
ferent external stores configurations. It is shown that modal synthesis techniques such

as modal correction and modal coupling approaches are convenient in substantially reduc-
ing the test effort to only a few representative trial configurations which may be taken
as a basis for establishing reliable mathematical models of all other configurations. Em-
phasis is also placed on how to deal with special phenomena due to nonlinearities, in
particular combinations of backlash and dry friction, in the connecting parts between
wing, pylon and store which may significantly infringe on the validity of the linear math-
ematical models as used in ground and flight vibration testing.

1. Introduction

Accurate prediction of the flutter and dynamic response behavior of aircraft requires £full
knowledge of the elastodynamic properties usually determined by extensive dynamic ground
and flight testing complemented by thorough numerical analyses. Especially the develop-
ment of modern combat aircraft is burdened by extremely high test and computational ef-
fort due to the great variety of different underwing stores carried within the range of
missions. In particular, ground vibration testing would exceed any reasonable cost frame
if the number of different external stores configurations would require an equivalent num-
ber of ground vibration tests (GVT).

Modal synthesis can help to ease this problem considerably by ground vibration testing
only a few representative external stores configurations, whereas the modal characteris-
tics of the much more numerous remaining configurations can be determined in a purely
numerical way by means of modal correction or modal coupling procedures. Since the mid-
fifties, much fundamental work has been devoted to these techniques, particularly in the
USA and UK where some key publications related to modal synthesis originated, see for in-
stance Refs.[1),[2}),1[3},14].

In the last decade the capability of modal synthesis has been extended to structures, the
dynamic properties of which are given only in terms of measured modal data without any
knowledge of the geometrical mass, stiffness and damping distribution, see Refs.[5},[6],
(71,(8],(9]. A comprehensive survey of the state of the art in modal synthesis is given
in Ref.[10]. All these references may be taken as a useful basis for elaborating modal
synthesis techniques for special application to wing-with-stores dynamics.

Ground and flight test experience has shown that many peculiar phenomena are due to struc-
tural nonlinearities locally concentrated not only in the connecting parts between wing,
pylon and store, but also in the control mechanism and other parts of aircraft structures.
Standard structural dynamics methods auch as GVT or flight vibration test techniques have
structural linearity as a common basis. Consequently, all these approaches fail if applied
to nonlinear systems. To overcome this problem, modal synthesis can be employed success-
fully as an essential part of an overall concept to identify nonlinear systems. This con~
cept consists basically of ground vibration testing, modal synthesis and special approach-
es to identify the elastodynamic behavior of nonlinear coupling elements. How this con-~
cept can be applied to real structures is demonstrated in Ref.[8] for the example of an
airplane with nonlinearities in the control system.

Application to other systems such as wing-with-stores combinations raises no additional
problems. The main steps towards a complete nonlinear mathematical model may be described
as follows:

) Decomposing the nonlinear structure into linear subsystems and nonlinear con-
necting elements - or, if modal correction is applied, establishing a linearjized
test configuration with the nonlinear elements replaced by linear ones;

® Ground vibration testing the linearized subsystems (if modal coupling is applied}
or the linearized test configuration (if modal correction is applied);

° Experimental identification of the nonlinear connecting elements;

[ Setting up the equations of motion of the complete nonlinear system by means of

modal synthesis approaches.

Further emphasis has to be placed on the convergence problem due to frequency range trun-
cation and inconsistent boundary or coupling conditions. It will be shown that interface
loading is a promising means to ease this problem considerably.
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Finally, attention will be drawn to a troublesome phenomenon especially detected in non-
linear wing/store connections., It will be shown how this problem can be explained by
using the concept of an oscillator with one and one-half degrees of freedom, Ref.(11].

2. Fundamental relations

Before coping with problems involving structural nonlinearities, the basic equations of
motion of an elastodynamic system are derived on the simplified precondition of linearity
and viscous damping (later on replaced by so-called structural damping defined as the
imaginary part of a complex stiffness). Formulation in the time domain in terms of the
physical deflections u{t) leads to

(1) A di{t) + B ult) + Cuf(t) = Plt)
where
A mass matrix
B viscous damping matrix
o] stiffness matrix
P(t) column matrix of external forces
u(t) column matrix of the dynamic response to P(t) where ul(t) and i{t)

are first and second order differentials with respect to time t .

Applying to Eq. (1)} the modal transformation

(2) uft) = D g(t)
. where
[ modal matrix with the normal mode shapes or , (r = 1,2,...,n) of the
conservative undamped system as columns
qlt) column matrix of the generalized coordinates

and left-hand multiplication by the transposed ®T changes Eq. (1) into
(3) M G(t) + D glt) + K gqlt) = Qit)

where

]

E M = oT A ® diagonal matrix of the generalized masses My

D =¢TBO generalized damping matrix, not necessarily diagonal, with the

coefficients D,g

oT c o diagonal matrix of the generalized stiffnesses Ky = Mp w} with
wy denoting the (circular} normal fregquency

K

Q(t) = oT P(t) column matrix of the generalized forces Qe (t) .

In the case of an harmonic excitation

(4) Qft) = ged¥® = VI
the structure responds harmonically as well
(s) qlt) = g elvt

where w designates the (circular) excitation frequency. Insertion of Eqs. (4} and (5)
into Eq. (3) and replacement of the viscous-type damping definition by the ccmplex stiffmness
definition leads to

(6) (- w’M + jD + K)q = Q .

Another fundamental relation repeatedly used in the following sections is a simplified
form of lLagrange's equations:

7 d (255) LI = 1,2
() Et_ aqr aqr = ’ r = RN
where
Ex kinetic energy
Eg stiffness or potential energy.

M —




3. Modal correction method

The so-called modal correction method, Refs.[5),[7),[8], has been applied successfully for
more than a decade to problems with relatively small changes of mass, damping and stiff-
ness. As far as wing-with~stores problems are concerned modal correction can be used basi-
cally to account for changes of the mass inertia properties of stores and of pylon stiff-
ness as well as damping.

3.1 Modal mass inertia correction

Let the difference between the mass inertia properties of two different types of inter-
changeable underwing stores be represented by changes of mass m , mass moments of inertia
Ox/s0y,0z and the location of the center of gravity (Xcg.,Ycg.2zcg) . then the difference
between the kinetic energies of the two stores can be expressed by

(8) AEk = Ekz - Ekl .

The subscripts 1 and 2 indicate the basic configuration 1 measured in a ground vibra-
tion test and any changed configuration 2. The energy terms Ek;,; and Ek; <an be written
as follows:

(9) By = 303 I; 0 o, i= 2 .
According to Figure 1 the displacement vectors

(10) ug = (uy ,u; ,ui ,u§ ,a; salyT ’ i=1,2

and the mass inertia matrices
mj
my
(1) I; = i

are formulated with respect to the centers of gravity (Xpg/Yegr2eg) ¢ C€G=1,2 , where
X2=X1+44X , Y2=Y1+8y , 232 +A2 .

underwing pyfon

center of gravity

Figure 1: Aircraft underwing store with pylon.

Expressing vector u; by vector u; leads to the transformation

(12) u; = T wm

where




[ 1 : ] Az -Ay
1 | -8z 0 Ax
1 | ay -ax 0
(13) T = |--==-—--~ t-—m - - .
! 1
0 ' 1
|
| | L

Then, the change of the kinetic energy is

(4) g = S uTT I, T- I .

[(SIE

Applying the modal transformation

(15) U = ®, q

and subsequently Lagrange's operation (7) to Eq.(14) results in the modal correction ma-
trix

(16) aM = oT(¥T 1, T - 1,)0,

where the modal matrix ¢; contains the measured modal displacements of the underwing
store of the basic test configuration as column vectors:

1 1 1 T
a .
« . azr)

1
u
xXr' “yr

- 1
“an o = (u -

1
84 xr’ uyr’
Addition of matrix AM to M in Eq.(3) or (6) results in the equations of motion of the
changed systems. Then, taking into consideration all changes of mass inertia properties

in the changed configuration 2 leads with a number of L stores (¢ = 1,2,...,L) to the
equations of motion

L
(18) {-w’(M+ ZAMQ)+jD+K}q = 0Q
£=1

The capability of modal mass inertia correction has been proved successfully for some ap-~
plications, one of which is described in Ref.{[12]. The system investigated is a simple
swept back wing model carrying two underwing stores as sketched in Figure 2. The mass in-
ertia properties of the two stores 1 (inner) and o (outer) are listed in Table 1, giving
the masses, the mass moments of inertia, the center of gravity locations (measured from
the pylon center line), and the radii of gyration in configurations 1 and 2,

¢

Store o
3% Store |

Figure 2: Swept back wing model carrying two underwing stores.
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Configuration 1 Configuration 2
Store i Store o Store i Store o©
mikg] 5.003 4,723 5.003 4.723
64 (kg cm? ) 21.05 19.79 21.05 19.79
Oy 02 379.83 375.35 379.83 375.35
(kg em?)
xCG[cm] 0.23 5 5.23 0
rG[cm] 8.72 10.22 10.16 8.91

Table 1: Modal correction application to a wing-with-stores model,
mass inertia properties of the external stores mass m ,
mass moments of inertia x.0y,6z , center of gravity
location x¢g , radius of gyration rg .

The first and third columns in Table 2 show the measured normal frequencies of the basic
test configuration 1 and the normal frequencies of configuration 2 resulting from a modal
correction calculation. The second column contains the measured normal frequencies of
configuration 2 validating the modal correction results. The greatest error between the
modal correction results and the appertaining test results is 4.2% in mode 5:

Normallgziquency Normal frequency ([Hz]
Normal
mode Config.1 Config.2
measured measured (Modgilggiigggion)
r=1 7.71 7.64 7.65
2 9.07 10.78 10.86
3 10.65 8.83 8.65
4 12.42 14.73 14.63
5 14.62 11.84 12.34
6 33,53 35.76 35.99
7 48.19 44.97 44.99
8 61,82 62.59 63.14
9 100.46 99.82 102.02

Table 2: Modal correction application to a wing-with-stores model,
measured normal frequencies of the basic test configuration 1
and related measured and modal correction results of the
changed configuration 2.

3.2 Modal stiffness correction

The modal correction approach can also be used to deal with stiffness changes in underwing
store pylons which may occur if alterations of the mission requirements lead to pylon de~
sign changes. A quite similar case may arise due to changes of the attachment conditions
(fixation forces) at the store/pylon and pylon/wing interfaces.

Let the change of the pylon stiffness be represented by the 12 x 12 matrix

[ SN
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(19) AC = C, - C

where the pylon stiffness matrices C, and C; are related to the basic test configura-
tion 1 and the changed configuration 2, then the difference b tween the pylon stiffness
energies Eg, and Es; can be expressed accordingly by

]
(200 4Eg = Jup

AC Lp .

As can be Seen from Figure 3 the cciumn vector up comprises the arbitrary displacements
“2 and u, at the interfaces A and B:

A
Up
(21) u, = —-B-
Yp
where
(22) u; = (u;, Uy, u;, LV a;, az)T ’ i=A,B

Z

Figure 3: Underwing pylon. i

This formulation is based on the approximating assumption that the interface displacements
can be described as statically determinate.

By applying the modal transformation A
(23) up, = 9 g

to Eq.(20), AEg converts to




(24)  aEg = g Op AC Op q

where matrix

A LA A A
®pie Ppas coe s Opps e, Opn

8

(25) Q

B B B B
®o1s Opzs +++ 4 Pprs +o+ 4 ®pn

contains the normal mode deflections at the interfaces A and B , measured in a ground
vibration test on the basic test configuration 1. Thus

(26) ol = (ui,, Ulr, uir, air, uir, air)T , i=a,B .
pr Y Yy

Application of Lagrange's operation (7) to Eq.(24) leads to the modal stiffness correction
matrix

T
(27a) &K = ©op aC &p

which must simply be added to matrix K 1in Eqg.(1) or (6). In the case of more than one
pylon stiffness change, the modal stiffness correction matrix Eq. (27a) has to be replaced
by

L
(27b)  AK = ) AKq
£=1

where index ¢ = 1,2,...,L stands for the number of pylons changed.

Figure 4: Sweepable wing with pivot stiffness c, .

To date, there is a lack of experience with practical applications to underwing stores
systems and only little experience with other systems. Just to illustrate how successfull
modal stiffness correction may be, the stifiness change in the wing pivot of a sweepable
wing, see Figure 4, is given as an example. An increase of the wing pivot stiffness
ca12646.7 N-m/rad (basic configuration 1) by 4c=661.5 N-m/rad up to cCqg»=1308.2 N-m/rad
{changed configuration 2) leads to the normal frequencies as given in Table 3. The first
column of Table 3 contains the normal frequencies of the basic configuration whereas the
two other columns show the results of the modal stiffness correction method compared with
validating measured data, The agreement between calculation and test is surprisingly good
for such a large stiffness change of more than twice the value of the basic configuration.
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Normal frequencies f,. ([Hz]
Normal
Mode Basic Config. Changed Config.
measured measured calculated p
r=1 3.14 3.32 3.32
2 4.38 4.34 4.39
i
3 4.65 5.03 4.97 E
4 6.18 6.76 6.74
5 6.75 7.99 7.45
6 15.4 15.06 15.4

Table 3: Application of the modal correction method to a sweepable wing
with the wing pivot stiffness cgi = 646.7 N-m/rad increased by
Ac = 661.5 N-m/rad up to c¢qg2 = 1308.2 N-m/rad .

3.3 Some remarks to practical application of modal correction

After derivation of the fundamentals of the modal correction approach in the foregoing sec-
tions, some open questions still remain concerning the practical application to real under-
wing stores problems.

it nt038 i)

To make proper use of the modal correction approach the following requirements have to be

fulfilled:
L] The modal deflections &,y and 0Ar ¢Br according to Egs. (17) and (26} are to
be measured in the basic test confgguragions as accurately as possible. Redundant

numbers of measuring pickups are recommended;

° The basic test configurations have to be conditioned in such a way that orthogonal
sets of normal modes can be measured to guarantee consistent mathematical models ;
such as required for modal correction calculations. Concretely speaking, the ever
existent nonlinear effects have to be suppressed for instance by testing at low
force levels, thus keeping the nonlinear elements in fairly linear amplitude
ranges.

° Unlike the determination of the mass inertia matrices I, and I, , see Eq.(11),
which can be measured easily, the determination of the pylon stiffness matrices
C, and C; requires more attention. They can be determined either by measuring
the flexibility matrices Ci' and C3' in static tests or by carrying out dy-
namic tests on the real store/pylon system clamped with the wingside end of the
pylon to a foundation. The foundation has to be rigid except for the backup
structure in the vicinity of the pylon fixation which should be a replica of the
actual wing/pylon interface. This test could also be carried out with the store/
pylon system left on the wing but with the wing kept at rest, which in many cases
is not simple to accomplish. On the condition that stores can usually be consid-
ered rigid in a frequency range of interest this dynamic test delivers a total of P
six normal ilodes O®gy , r=1,2,...,6 collected in the modal matrix &g , and the 4
related normal frequencies wrr , generalized masses Mpry and damping loss
angles Yrr . With these data in hand the stiffness matrix Cji , (1=1,2) , of the
pylon can be calculated easily from the modal retransformation

)

I

(28) c; = (®p)"' Kg og”}

where matrix Kg contains the generalized stiffnesses Kgy=uwgpy MRy as diagonal
elements.

A computer software package for general application of the modal correction approach has
been elaborated at the DFVLR in the Institute of Aeroelasticity and published in Ref.[13]).
4. Modal coupling

Aside from the modal correction approach modal coupling offers an alternative way to tackle
underwing stores problems. The basic relations of this methed are described in many pub-
lications, for instance in Refs.[5),(6),[8),{9],(10].

One can basically distinguish between three different types of coupling conditions:

[ Rigid coupling
In the case of coupling two substructures with interfaces which can be considered 1




approximately rigid, the displacements at the coupling points have to fulfill
the compatibility condition;

° Flexible coupling 0
If substructures are coupled together by means of flexible elements, a special
coupling approach can be used provided that the elastomechanic properties of
the flexible elements are known; .

. Mixed coupling
It often occurs that a coupling element has to be considered rigid with respect
to some of its degrees of freedom whereas the others may be treated as flex-
ible.

By neglecting external forces and structural damping for the sake of simplifying the der-
ivation, the elastodynamic equations of motion of the complete system with the coupling
elements removed can be written as follows:

(29) (- w3M + K)g = O

where for the case of two substructures A and B

A

M : 0 KA: 0
(30) M o= |——+-— , K = |- — 4~ —

0 . M 0 . &P
a0 a = (@™ @@

The way in which Eg. (29) must be changed due to rigid, flexible or mixed coupling is dis-
cussed in the following sections in a general way before arriving at the special problem
of underwing stores configurations. A computer software package comprising these three
types of substructure coupling has been worked out at the DFVLR Institute of Aeroelasti-
