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SUMMARY

Medifications were incorporated into the Sikorsky active transmission
isolation system to provide the capability of utilizing the system as a rotor
force measuring device. These included; isolator redesign to improve opera-
tion and minimize friction, installation of pressure transducers in each iso-
lator and load cells in series with each torgue restraint link. Full scale
vibration tests performed during this study on a CH~-53A helicopter airframe
verified that these modifications do not degrade the systems wide band isola-
-tion characteristics.

Bench tests performed on each isolator unit indicated that steady and
transient loads can be measured to within 1 percent of applied load. Individ-
ual isolator vibratory load measurement accuracy was determined to be L percent.
Load measurement accuracy was found to be independent of variations in all
basic isolator operating characteristics.

Full scale system load calibration tests on the CH-53A airframe estab-
lished the feasibility of simultaneously providing wide band vibration isola-
tion and accurate measurement of rotor loads. Principal rotor loads (1ift,
propulsive force, and torque) were measured to within 2 percent of applied
load. This is within the accuracy projected for this system during the pre-
design study of the Rotor Systems Research Aircraft (Ref. 1). The time his-
tories of transient loads were accurately determined while relative motions
at the transmission airframe interface were maintained within design tolerances
of control systems and high speed engine drive shafts.

In addition to the measurement of principal rotor forces, tests were per-
formed to establish the feasibility of measuring vibratory rotor forces. It
was determined that vibratory forces could be measured with an average error
of 20 percent of applied force at all frequencies where effective isclation was
provided. The higher error in vibratory load measurement results from the re-
gquirement to adjust measured load cell and isolator loads to include the
inertia forces resulting from transmission motion. The principal contributor
to the increased error was found to be the sensitivity of the accelerometers
utilized in the tests. Evaluation of piezoelectric accelerometers is therefore
recommended for improved accuracy in future force measurement tests. It is
anticipated that through the use of the piezoelectric accelerometers, the
accuracy of vibratory lcad measurement can be substantially improved.

As a result of these tests it is concluded that it is feasible'to use a
rotor force measurement system in determining steady, transient and vibratory
rotor loads while providing tunable transmission isolation. It is recommended
that the active transmission isolation system be further developed for vibra-
tion control and rotor force measurement in conjunction with slowed rotor opera-
tion.
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INTRODUCTION

A basic requirement of the proposed Rotor System Research Aircraft (RSRA)
is an in flight rotor force measurement system (Ref. 1). In addition, if the
RSRA is to accomodate certain rotors which operate over a wide range of blade
passage frequencies, such as the slowed rotor, an active vibration suppression
system is required to avoid rotor/airframe dynamic resonances. A system of
this type would also provide tuning for other rotors whose excitation frequen-
cies fall beyond the operational bands made available through structural tun-
ing of the airframe.

Full scale active transmission isclation has been successfully demonstra-
ted under USAAMRDL Contract DAAJ02-69-C-0101 (Ref. 2). The isolation system
installed on a CH~53A helicopter consists of three unidirectional hydropneu-
matic isolators installed vertically at the transmission/airframe interface
and horizontal rigid links connecting the transmission to the airframe to pro-
vide torsional restraint. The system exhibits wide band vibration isolation
at all frequencies above isolator resonances while limiting steady and trans-
ient relative airframe/transmission deflections within design targets for con-
trol systems and high speed engine drive shafts.

Load calibration tests of an individual active isolator performed under
NASA Contract NAS1-10850 established the feasibility of utilizing the units

as load measuring devices.

The objective of this study is‘to establish, through full scale experi-

mental ground tests, the feasibility of providing simultaneous wide band active

transmission isolation and accurate measurement of steady, transient and vibra-
tory rotor loads.
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ISOLATOR MODIFICATIONS

The active isolators as described in Reference 2, were modified and re-

" worked to remove wear resulting from previous operation and to improve their
accuracy as load measurement devices. Features of the isolator units are illus-
trated in Figures 1 and 2. TFigure 3 shows the isolator modifications. That
is, the existing sleeves were replaced and the piston head was turned down and
replaced with a self-aligning Beryllium-copper head to reduce friction. A
tight press-fit stainless steel cylindrical sleeve and a ball bushing were in-
stalled to eliminate the potential of the piston shaft cocking. The pisten
shaft was built up through chrome plating and ground to eliminate slop. In
addition, a stainless steel stop and concentric Beryllium-copper self-aligning.
seal was installed at the base of the piston shaft. Spacers were installed
between the sleeve and caps to eliminate cocking, caused by torguing the head
bolts. Hydraulic pressure transducers were installed and the anti-rotation
device in the servo-linkage was modified to prevent binding during operation.

ISOLATOR BENCH TESTING

, The modified active isolators underwent load calibration and functional
bench testing prior to installation on the test wvehicle for the full scale sys-
tem calibration. Steady, vibratory and transient loads were applied to each
isolator. Effects of variation in isolator precharge, gain, and damping were
performed to evaluate the effect of said parameters on load calibration.

Prior to installation in the bench test rig, dry breakout friction was
evaluated on each isolator. All three isolators exhibited breakout friction
of under 7 pounds over the limits of piston travel, as is illustrated in Fig- ~
ure 4. These checks were made during each stage of assembly, to identify
whether misalignment existed, and also at the conclusion of final assembly.
The tests were repeated under hydraulic pressure in the bench test rig. No
change in breakout friction was identified.

Isolator testing was performed in the bench test facility shown in Fig-
ure 5. Mounted in series with the instrumented isolator unit was a hydraulic
ram used for applying steady and vibratory loads and a load cell used to mea-
sure the applied load.

Instrumentation, shown in Figure 6, consisted of two absolute pressure
transducers, a displacement potentiometer for monitoring isolator operation,
pressure monitoring gages, and three load cells to establish the applied load.
Load cells of 5, 10, and 20 thousand pounds were utilized to minimize the
applied load error in each test range. Oscillograph traces were utilized to
record direct measurement of applied load, isolator pressures and displacement.
In addition, two traces were utilized to record the isolator load and error
which are electronically calculated from direct measurements by a specially
constructed analog circuit.



ISOLATOR BENCH TESTING (continued)

Basic testing consisted of steady load calibrations including an eval-

uation of the effects of vibratory load levels which can be anticipated in the

in
1b
to
to
on
in

~flight environment. The vibratory loading utilized, was a maximum of #1000
s at sample frequencies of 10, 18.5 and 25 HZ. Transient load tests (15,000
2,000 1bs in 2 seconds) were also conducted. The tests were then expanded
evaluate the effect of variations in isolator gain, precharge and damping

the load measurement accuracy. The parametric variations tested are listed
. Table 1.

The results obtained from these tests are summarized below:

1. With the isolator at its nominal settings, steady loads were measured

to within #1% of the applied load about a linear bias which can be
removed through calibration. The presence of vibratory load at fre-
quencies of 10, 18.5 and 25 HZ,did not affect the accuracy of meas-

uring steady loads (Figure 7). In addition, all transient test points,

fall within the established steady error band (Figure 8).

2. Allthree active isolators exhibit identical measurement accuracy
(Figures 7, 9, and 10).

3. Vibratory loads can be measured to within *U% of applied vibratory
load, independent of steady load applied or excitation frequency.
(Figures 11 to 13 illustrate these results).

4, Isolator load measurement accuracy is independent of variations in
isolator characteristics. Ten combinations of gain, precharge and
damping were considered. The resulting steady and vibratory cali-
bration data is presented in Figures 1k to 21. It is concluded
from these tests, that parametric variations of isolator parameters
need not be performed during the full scale system test since no
effect on load measurement accuracy is detected.
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FULL SCALE TEST DESCRIPTION

Test Apparatus and Loading Systems

The ground test facility used to evaluate the active isolation system
as a rotor loads measurement system is shown in Figure 22. Principal elements
are a bungee suspension system to simulate free flight, three load application
systems, for application of steady and transient rotor loads, and a hydraulic
shaker mounted at the rotor head to simulate steady-stete vibratory rotor loads.

The structural static CH-53A test vehicle, configured with a MK II tail
rotor pylon and stabilizer, was weighed and ballasted to a 34,200 pound gross
wveight with a neutral center-of-gravity mass distribution. Concentrated weights
were used to dynamically simulate the. tail rotor and intermediaté gearbox, which
were not installed on the test vehicle. The engines were not installed or sim-
ulated to simplify the test set-up.

The bungee suspension system labeled in Figure 23 lifted the entire ve-
hicle off the deck to simulate free flight by maintaining all rigid body modes
below 1 HZ. A rigid ballast (shown in Figure 23) was used to simulate the mass
of the rotor head and blades and to provide attachments to the suspension sys-
tem, the external longitudinal. loading system, and the shaker. The transmis-
sion was bolted to a large steel plate, with the isolators suspending the fuse-
lage through holes cut in the skin of the cabin ceiling (Figure 24). The lower
isolator attachment was an I-beam frame, weighing approximately 700 pounds,
bolted to the lower caps of the fuselage r'rame (Figure 25). The weight of the
transmission attachment plate, approximately 1300. pounds, was offset by using a
transmission housing without gears. This permitted the upper body to have a
mass moment of inertia and center-of-gravity. simulating that of the actual vehi-
cle. System installation was largely dictated by the location of the existing
CH-53A test vehicle structural members. It must be emphasized that the weight
and complexity of this installation would not exist if the isolation system were
integrated into the vehicle's basic design. In-plane and torque restraint
was provided at the transmission base by four drag struts located symmetrically
about station 342 and the fuselage centerline (Figure 2L4).

A complete assembly of the test facility is illustrated in Figure 26.
Simulated steady and transient propulsive force was applied to the rotor head
with a loading system comprised of a hydraulic cylinder, a 5000 pound BLH load
cell, an electronic quick release mechanism, and a steel cable attached, in
series between the rotor head and the aircraft tail structure (Figure 27).
Loading was applied to the rotor head by pressurizing the cylinder, thus pro-
ducing tension in the cable between the rotor head and the tail structure.
Transient loading was accomplished by activating the quick release mechanism
which released the applied load instantaneously, applying a step-input load to
the rotor head.



FULL SCALE TEST DESCRIPTION (continued)

Apparatus_and Loading Systems (continued)

Steady main rotor torque loading was provided through a pair of hydrau-
lic cylinders located so as to apply a couple to the main rotor gearbox. ~ The
cylinders shown in Figures 24 and 28 attached to the transmission adapter
plate and to a specially designed steel framework, which in turn was fastened
to the basic airframe. Applied loads were measured with 20,000 pound BLH load
cells, located in series with the. cylinders. The applied torque was reacted
by the four in-plane links (Figures 24 and 28). The links, of equal length,
were located symmetrically about station 342 and the fuselage centerline and
attached bhetween. the transmission plate and the steel loading framework.
Torgue loads were measured with four 20,000 pound BLH load cells, one located
in series with each link. Design of this apparatus provided for location and
installation of the torque cylinders, drag links, and steel framework at the
base of the transmission so as not to alter the capability of the system to
isolate the aircraft from vertical and in-plane vibratory excitations. Spher-
ical bearings were incorporated at each attachment point to allow movement of
the upper body with respect to the basic airframe during isolation tests.

The vertical transient loading system shown in Figures 25 and 29 consis-
ted of a hydraulic cylinder attached to the base of the transmission and an
electronic quick release mechanism fastened to a steel framework which in
turn bolted to the isolator lower attachment frame. A 10,000 pound BLH load
cell, in series with the cylinder, measured the applied load. Loading was
accomplished by pressurizing the cylinder which pulled the transmission toward
the fuselage. Transients were accomplished by activating the quiek release
mechanism which instantaneously released the applied load, providing a step-
input load to the upper body. Steady 1lift variations were also accomplished
using this system.

Steady-~state vibratory loadings were simulated with a hydraulically
driven unidirectional shaker. The shaker consisted of two counter-rotating
eccentric masses with adjustable unbalance which produced a unidirectional
sinusoidal excitation proportional to the square of the rotational speed.

The shaker was hydraulically powered with a large commercial pump. A manual-
ly operated flow bypass control wvalve was used to adjust rotational speed.
The shaker axis was reoriented to provide vertical, longitudinal, and lateral
excitations and combinations thereof.



Test Instrumentation

Four measurement systems were used to meet the requirements of these
tests. The first. system, involving a normalizing unit and an x-y-y' plotter
output display, defined the frequency response of the test vehicle with and
without the isolators activated. Steady and vibratory load measurement data
was acquired, utilizing the Dymec Load Measurement System and a 36 channel
CEC oscillograph. A narrow-band FM tape system was used to record the trans-
ient response real-time histories of the load measurement parameters for trans-
ient load conditions. The FM tape system was also used as a back-up for mea-
suring vibratory load conditions. The major instrumentation components and
master test control panel are shown in Figure 30. Active isolators were in-
strumented in the same manner as in the load calibration bench tests. Accel-
erometer locations and their orientation with respect to the test vehicle are
illustrated by arrows in the structural arrangement shown in Figure 31. Two
sets of accelerometers were utilized, each set located at the individual upper
and lower center of gravity of the simulated transmission and rotor head.

This instrumentation configuration was selected so as to preclude any errors re-
sulting from relative motion due to flexibility in the shaft. The response

of the transmission and simulated rotor head, combined with the measured vi-
bratory load in the isolators and torque restraint links, provide the necessary
measurement of vibratory forces.



VIBRATION ISOLATION SUBSTANTIATION

The ability of the active isolation system to provide wide-band vibration
isolation has been demonstrated by the tests described in Reference 2. The
purpose of these tests was to verify that modifications required for load mea-
surement did not alter these characteristics.

The steady-state isolator evaluation was made by comparing frequency :
response sweeps from the isolated and hard-mounted test vehicle configurations.
Sweeps in all three principal directions were conducted from 150 to 1800 CPM
(2.5 HZ to 30 HZ) with a main rotor unidirectional excitation of 850 pounds )
achieved at the CH-53A 6P frequency (1110 cpm).

Due to modifications in the individual units and the overall test vehicle
configuration, including ballast distribution, system operating pressures were
found to vary from previous test data. In order to maintain the spring rate
of 10,000 pounds per inch as specified in Reference 2, air precharge pressures
were modified as required. The precharge pressure calculations for each unit
are presented in Appendix I.

Isolation Substantiation

The result of selected isolated and unisolated response sweeps are pre-
sented in Figures 32 to 43. These sweeps show a substantial reduction of
fuselage response due to main rotor excitations in gll three principal direc-
tions, thus substantiating that the modifications required for the load cali-
bration tests, have not altered the systems isolation characteristics. Effec-
tive isolation in the inplane directions was obtained from an effective 3P
through the highest frequency tested (555 CPM to 1800 CPM), while the isola-
tion present in the vertical direction exists over a slightly narrower band.
The isolation system under discussion, was designed specifically for the CH-
53A Helicopter, with an articulated rotor system. Experience with five and
six bladed rotors of this type indicate that the principal vibratory excita-
tions are in the inplane direction. Therefore, primary consideration in the
design (Reference 2) was given to optimizing isolation for these excitations.
The inplane isolator modes at 300 CPM were located as low as possible to ob-
tain maximum 6P isolation, while minimizing 1P amplification. In the origi-
nal design of this installation the vertical isolator mode at 650 CPM, was
constrained by the location of the inplane modes and the geometry of the sys-
tem. As a result, vertical isolation was not optimized at lower frequencies.
Since some degree of isolation existed throughout the desired frequency range,
no attempt to further optimize isolation beyond that achieved in the tests of
Reference 2 was made. Design considerations required for a wider band of ver-
tical isolation are discussed in Appendix IT.

10



VIBRATION ISOLATION SUBSTANTIATION (continued)

Isolation Substantiation {continued)

No response sweep is presented for the pilot-vertical station due to a
vertical excitation because of an instrumentation malfunction. However, Fig-
ure 33, which shows pilot-vertical response due to a combined longitudinal/
vertical excitation is presented. Since isolation is shown for both the com-
bined longitudinal/vertical excitation and pure longitudinal excitation (Fig-
ure 41), it is concluded that isolation at the pilot vertical station exists
due to vertical excitation alone. This conclusion is further substantiated in
Figures 33 through 35 which show reduced vertical response at the other fuse-
lage locations due to vertical excitations.

11



ROTOR LOADS MEASUREMENT AND CORRELATION

The principal objective of these tests was to verify the feasibility of
simultaneously providing active transmission isolation and measurement of rotor
loads. System calibration tests were performed during which known steady,
steady~state vibratory and transient loadings were applied to the simulated
rotor head, through load application systems installed on the test vehicle,
or by known vehicle weight. Transducers installed on the rotor head , trans-
mission housing, isolators, and torque restraint links were monitored and re-
corded to obtain those parameters necessary to measure the applied loads. All
recorded data was processed using the Computer program described in Appendix
ITI. The resulting measured loads are compared in Tables 2 and 3, with the
known applied loads to establish the accuracy of the isolation system as a
rotor loads measurement device.

Conditions investigated includead:

a) Combinations of steady rotor lift, propulsive force and main rotor
torque.

b) Combinations of principal rotor vibratory excitation at frequencies
of 10, 18.5 and 30 HZ, in combination with steady rotor 1lift.

c¢) Steady rotor lift and vertical transient load.
d) Steady rotor 1ift and transient propulsive force.
e) Simulated flight conditions including vibratory loads.

Magnitudes of all rotor loads applied are representative of levels which
can be reasonably anticipated in actual flight.

Steady 1ift was provided by the bungee suspension system which raised
the entire test vehicle off the deck to simulate free flight. . Measurement of
the rotor 1ift was accomplished by monitoring the loads present in each iso-
lator. Excellent correlation between applied and measured steady rotor 1lift
was obtained. The error in measuring rotor 1lift, alone and in the presence
of superimposed steady torque, propulsive force, and vibratory loadings,
averaged 2 percent of the applied lift. Linearity of the measurement system
was verified by incrementally varying the lower body weight. The average
error over the entire range was 2 percent of applied lift. These results are
presented In Figure Lk.

Steady main rotor torque was applied in the presence of steady lift and
with combinations of propulsive force and vibratory loads, utilizing the
torque application system described previously. In all cases, the measured
torque correlated to within 2 percent of applied torque.
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ROTOR LOADS MEASUREMENT AND CORRELATION (continued)

The incremental torque loadings presented in Figure 45 show that the torque
measurement is also linear.

Propulsive forces were measured with the load cells in the longitudinal
transmission torque restraint. links, to a 1 percent accuracy when measured
alone. The results of incremental loading, to 4000. pounds, (Figure 46), also
exhibited linearity. However, when propulsive force was measured during the
simultaneous application of main rotor torque, the error in measured propul-
sive force increased substantially. This decrease in accuracy is largely
attributed to deficiencies in the test set-up which includes; large secondary
inplane loads introduced by the torque application system and the in-plane
restraint links being configured so as to provide simultaneous measurement of
main rotor torque’, side force, and propulsive force. .This coupling and result-
ant decrease in accuracy was predicted in the RSRA pre-design study (Ref. 1).
These test results therefore substantiate the requirement for a rotor balance
configuration in which a single longitudinal load sensor and two lateral load
sensors are employed to decouple the measurement of propulsive force and main
rotor torque. Such a configuration will provide maximum propulsive force
measurement accuracy although sacrificing side force measurement accuracy.

The 2% accuracy obtained in measuring all principal rotor forces is consistent
with the projections of the RSRA pre-design study (Ref. 1).

Vibratory loads were applied at frequencies of 10, 18.5 and 30 HZ. Ex-
amination of oscillograph rolls indicated that the sensitivities utilized did
not provide adequate resolution of the vibratory signals required for accurate
phase measurement. Test conditions were repeated, utilizing magnetic tape
and signals were amplified. Examination of this test data at the frequencies
of 18.5 and 30 HZ where most effective isolation resulted, indicated that all
vibratory transducer signals were either at 0° or 180° phase angle with
respect to the reference force signal. A sample of test data is shown in
Appendix III - D. However, difficulty in reading phase remained at the 10 HZ
frequency and is attributed to the closer proximity of the excitation frequen-
cy to resonances and the resulting modal coupling. This difficulty is identi-
fied as the source of larger errors in measuring vibratory loads at 10 HZ.

At the 18.5 and 30 HZ test frequencies, the measurement of applied load
. was strongly dependant upon accelerometer data. The average error in measuring
total vibratory force at these frequencies is 20 percent (Figure 47).

Three vibratory test points at which the error in measuring vibratory load
varied from 25 - 50 percent are presented in Appendix IV. In these cases, the
contribution of the accelerometer data to the measurement of the vibratory load
varied from 65 to 130 percent of the net load. The acceleration levels record-
ed varied from .06 to .23 g's which is equivalent to a range of 3 to 10 percent
of the full scale sensitivity of the accelerometers.

13



ROTOR LOADS MEASUREMENT AND CORRELATION (continued)

It is concluded that the future use of piezoelectric accelerometers are re-
quired to produce improved accuracy of accelerometer and, therefore, vibra-
tory load measurement. It is projected that vibratory load measurement accu-
racy can be substantially improved through the use of these transducers.

It can also be concluded from the results previously discussed that vib-
ratory rotor loads can be most accurately measured when the airframe is effec-
tively isolated. Under this condition, measurement of vibratory loads is pre-
dominately dependent upon measuring amplitude and phase of transmission accel-
‘erations. Future tests should make provisions for providing maximum possible
resolution of vibratory signals, thus maximizing phase readout and vibratory
load measurement accuracy.

Transient load tests were conducted to evaluate the ability of the rotor
balance system to respond to and measure simulated flight maneuver loads.
Longitudinal and vertical step input loads of 4,000 and 10,000 pounds, respec-
tively, were applied, and data was recorded on an FM tape system. Data was
digitized and fed into computer programs (Appendix III-B), where it was pro-
cessed, and the time histories of applied load, measured load, and relative
motions between the transmission and airframe were defined. The transient
data presented in Figures 48 to 53 represent time histories of load and dis-
placement over an elapsed time of five seconds, and are computed with a samp-
ling rate of 240 data points per second. Applied and measured loads were com-
pared for measurement accuracy and responsiveness of the force measﬁring sys-
tem. The graphs presented are plotted individually for ease of comparison..

The time histories of the applied transient loads were determined by the
load in the force application device and the response of the simulated trans-
mission/rotor head. The measured forces were tabulated from transducers’in,
the active isolators and torque restraint links.

As shown, the active isolation system was able to accurately measure the
time history of the applied force even though the rate of application far ex-
ceeds that which would be anticipated in flight. Variance between applied and
measured load is again attributed to accelerometer sensitivities, which in
this case plays the predominant role in defining the time history of applied
load. Of particular significance to in-flight operation is the fact that even
under the application of these severe transient loads, relative angular and
vertical motion between the transmission and airframe are well within ‘the
design tolerances of control systems and high speed engine drive shafts.
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CONCLUSIONS

The testing performed under this program has successfully demonstrated
the feasibility of providing simultaneous active transmission vibration iso-
lation and measurement of steady, vibratory and transient rotor loads. As
a result of these tests, the following conclusions are reached:

BENCH TEST

(1) Active isolator units measure steady and transient loads to better
than 1 percent of applied load about a linear bias which can be
_ removed through calibration.

(2) The presence of vibratory loads do not affect steady load measure-
ment accuracy.

(3) Vibratory loads can be measured to within U4 percent of applied
vibratory load, independent of excitation frequency.

(4) Load measurement accuracy is independent of variations in basic
isolator operating characteristics which include servo gain, air
precharge pressures, and hydraulic damping.

SYSTEM TEST

(1) 1Isolation system modifications required for rotor loads measure-
ment do not affect isolation characteristics.

(2) The configuration tested produced significant vibration reduc-
tions over the entire frequency range, above isolator resonances.

(3) The average error in measuring steady rotor lift and main rotor
torque is 2 percent of applied load, independent of the flight
condition simulated and the presence of vibratory loads.

(4) The average error in measuring propulsive force is 1 percent of
applied load, independent of the presence of vibratory loading.

(5) The configuration tested which was not originally designed for
rotor force measurement utilizes transducers which simultaneously
measure both main rotor torque and propulsive force. This coup-
ling produces a substantial degradation in propulsive force mea-
surement error when main rotor torque is applied simultaneously.
This substantiates the results of pre-design studies (Ref. 1) which
identified this problem and resulted in a proposed RSRA configuration
which would decouple propulsive force and main rotor torque mea-’
surement.
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(6)

(1)

CONCLUSIONS (continued)

At frequencies where effective isolation to all excitations was
obtained (above 3/rev on the CH-53A), the average error in meas-~
uring vibratory rotor loads was established as 20 percent of
applied loads. This error is attributed predominantly to the
accuracy of accelerometers utilized. It is anticipated that the
use of piezoelectric accelerometers would substantially improve
this accuracy.

The active transmission isolation system is able to accurately
measure the time histories of transient loads while maintaining
relative displacements between the transmission and airframe
within design tolerances of control systems and high speed engine
drive shafts. ) :



RECOMMENDATIONS
It is recommended that any Rotor Force measurement system for the RSRA
contain the following features:

(1) A single longitudinal load sensor to decouple the measurement
of propulsive force and main rotor torque.

(2) Piezoelectric accelerometers to provide greater sensitivity and
accuracy in determining transmission and rotor lcad accelerations
required for transient and vibratory load measurement.

(3) Provisions in data acquisition and processing systems to provide
maximum possible resolution of vibratory signals required for
accurate phase definition.

It is also recommended that the active isolator system be developed for

vibration control and rotor loads measurement on the RSRA for slowed rotor

operation. The recommended steps for further development are:

(1) Design analysis of overall flight vehicle/isolation system dyna-
mic characteristics, including:

(a) Rotor stability, stress levels, control loads, and ground/
air resonance.

(b) Control system/isolator coupling and stability augmenta-
tion system.

(2) Detail Design including:
(a) Variable isolator operating characteristics.
(b) Rotor Balance instrumentation.
(c) Fail safe and reliability consider;tions.
(&) Hydraulic supply and temperature control.
(e) FEngine and control systems interface.

(3) Fabrication ana testing on the RSRA including:
(a) Structural proof tests.

(b) Tiedown tests to substantiate compatibility of dynamic com-
ponents.

(¢) Flight tests.
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Figure 4. - Piston Breakout Loading.
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Isolator vibratory, lbs
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A 25 Hz
2000
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Isolator no. 1
0 400 800 1200 1600 2000 2400

Load cell vibratory, lbs

Figure 11. - Vibratory Load Calibration at Basic Isolator Settings -
Isolato: No. 1.
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Isolator vibratory, Ibs
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Figure 12. - Vibratory Load Calibration at Basic Isolator Settings -
Isolator No. 2.




Isolator error, Ibs
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Figure 13. - Vibratory Load Calibration at Basic Isolator Settings -
Isolator No. 3.
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