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Abstract: In this paper the aero-thermo-elastic response of layered panels including the effects
of viscoelastic materials is investigated. The structural models has been developed in the frame-
works of the Carrera Unified Formulation that allows refined kinematics models to be derived
without any ad hoc formulation. The aerodynamic forces have been evaluated by means of the
piston theory that is only supersonic regimes have been considered. The aero-thermo-elastic
model has been assessed and the effects of the viscoelastic material on the aeroelastic response
have been evaluated. The results show that use of an advanced kinematics approximation leads
to accurate results also when complex multi-layered panels are considered. The introduction of
viscoelastic materials is able to modify the response of the panel and can be used to modify the
range in which the aeroelastic instabilities appear.

INTRODUCTION

Panel flutter is an aeroelastic phenomenon that can cause failure of panels of wings, fuselages
and missiles. It happens mostly at supersonic regime even though it can be observed in subsonic
ranges. The panel flutter phenomena may appear in space structures during the coasting phase.
Some non- destructive aeroelastic phenomena were detected on Saturn V rockets, and analytical
and experimental test was carried out as shown by Nichols [1]. Moreover, the supersonic flight
may lead to thermal loads due to the aerodynamic effects, these loads can afflict the aeroelastic
instability and make it appear early. During the design of aerospace structures, especially in the
case of thin-walled structure, the aeroelastic response have to be considered in order to avoid
catastrophic events. In order to avoid the panel flutter phenomena an accurate design of the
dynamic response of a structure is required. The possibility to modify the natural frequencies
of a structure may move the flutter phenomena out from the critical mission regimes. In this
sense, the use of innovative materials could lead to an improvements of the aeroelastic behavior
of a structure. In this work, the effects on the aero-thermo-elastic instabilities of the use of
viscoelastic materials in multi-layered panels have been investigated. The mechanical proper-
ties of the viscoelastic materials depend on the frequencies in which they are vibrating [2], the
dynamic response of a panel could be, therefore, modified with the use of such materials. On
the other and the analysis of these materials requires an iterative solution, see [3] that makes
the solution time consuming, the use of efficient numerical models is therefore mandatory. The
aero-thermo-elastic analysis of elastic and viscoelastic multi-layered panels is performed by us-
ing a refined one-dimensional theory based on the Carrera Unified Formulation, CUF [4-6]. The
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aerodynamic model is based on the linear piston theory [7] therefore only supersonic regimes
are considered. The results show that the use of refined structural models is able to provide ac-
curate results in the description of the aeroelastic response of a multi-layered panel. The use of
an advanced kinematics approximation, provided by the refined 1D models, through the panel
thickness leads to accurate results also when complex multi-layered panels are considered. The
introduction of viscoelastic materials is able to modify the response of the panel and can be
used to modify the range in which the aeroelastic instabilities appear.

AERO-THERMO-ELASTIC MODEL

The aero-thermo-elastic model used in the present paper can be written in its general formula-
tion using the Principle of Virtual Displacements, PVD:

5Lint + 5Line + 5LO'T = 6L€$t (1)

where: L;,; is the internal virtual work due to the elastic forces, L;,. is the work due to the
inertial forces, and L.,; is the work due to the external forces; 6 denotes virtual variations. If
none of the external loads, except the aerodynamic forces, are considered, the terms d L.,; can
be written as 0 L, where L, stands for the work of the aerodynamic loads.

L, is the work done by the initial stress distribution due to the thermal load. If the FEM is
used to solve the problem, the virtual works can be written in matrix form. Equation 1 therefore
becomes:

(K] + [Kao] + [Kor]) {q} + [Da] {¢} + [M]{g} = 0 2

where [K] is the stiffness matrix, [A/] is the mass matrix, [Ka| is the aerodynamic stiffness
matrix and [Da] is the aerodynamic damping matrix. [K,r] is the geometrical stiffness due ti
the thermal load. The structural damping and the flow inertia can be neglected. Each of these
matrices is derived in explicit form in the following sections. The solution of Eq. 2 in the fre-
quency domain leads to the solution of a Quadratic Eigenvalues Problem (QEP). Because of the
introduction of viscoelastic effects the mechanical properties of materials must be considered
frequency dependent, that is, the solution of the eigenvalues problem should be iterative. In
order to avoid this time consuming approach the frequency responses solution is adopted where
possible. The details of the solution approach are herein omitted for the sake of brevity, but can
be found in the works by Carrera and Zappino [5] and Carrera and Filippi [8].

Advanced one-dimensional elements

The structural models used in the present work are derived using the CUF. The one-dimensional
formulation is considered. More details about FE models derived via CUF can be found in
the book by Carrera et al. [4]. In the framework of the CUF [4,9], for a 1D problem, the
displacement field u is written as the product of two functions, a cross-sectional expanding
function F. and the generalized displacement vector unknown u,. on the y-axis:

’U,(IE,y,Z) = FT(I‘, Z)u’r(y) (3)
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where index 7 ranges from 1 to the number of terms of the expansion of order V.

When the Taylor, TE, 1D models are used, an expansion that uses 2D polynomials ™ 2", as
F’; is considered, where m and n are positive integers. For instance, second-order displacement
field reads:

Up = Ugy + X Upy + 2 Ugy + T2 Ugy + XT Ugy + 22 Usg

_ 2 2
Uy = Uy, + X Uyy + 2 Uyy + T Uy, + X Uyg + 27 Uy, 4)
U, = u21+xuzz+zu33+x2 Uy, + X2 uz5+22 Uz

Timoshenko theory (TBT) can be derived as a particular case by considering only the terms:

uJI - uxl
Uy = Uy, + X Uy, + Z Uy, (5)
uz - uzl

It can be shown that Euler-Bernoulli beam theory (EBBT) can be derived by introducing a
penalization on the shear terms of the TBT model (see [10]).

In the case of LE models, Lagrange polynomials are used to build 1D higher-order theories. Two
types of cross-section polynomial set are adopted in this paper: nine-point LE 9, and four-point
LE 4. The isoparametric formulation is exploited to deal with arbitrary cross-section shaped
geometries. For instance, LE 4 interpolation functions are:

Fr=;(1-80-n FB=;01+&(1-2)

Fp=3(1+&0+n) Fi=i(1-&(+n ©)

Where ¢ and 7 are the coordinates in the natural reference system. Equation 6 coincides with
the linear Lagrange polynomial in two dimensions. Using LE the unknowns are only the dis-
placements of the cross-sectional nodes.

The FEM is used to approximate the displacement along the beam axis. In particular, the gen-
eralized displacement vector, u,(y), is linearly interpolated using the classical shape functions.
When a beam element with Ny g nodes along the axis is considered, the generalized displace-
ment vector becomes:

u-(y) = Ni(y)q;;; i=1...Nyp (N

In Eq. 7 the index ¢ ranges from 1 to the number of nodes per element Nypg. Therefore, the
displacement field can be written as follows:

ll([L‘,y,Z) :FT(I‘, Z)Nl(y)qu (8)

3
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Where index ¢ indicates the node of the element along the y-axis. Three- and four-node refined
beam elements were used along the y-axis in the present work.

Stress and strain formulation

The strain vector can be written as:

T
€= (59096 Eyy €xy Exz Eyz 522) (9)

It can be written in terms of displacements using the relation:

e = Du (10)

The matrix D contains the geometrical relations between the displacements and the strains. The
explicit form of matrix D can be found in the works by in the book by Carrera et al. [4]. The
stress vector can be derived using the constitutive equations,

o= Ce (11

where C is the matrix of the material coefficients and o is the stress vector,

T
o = (Umm Oyy Oxy Ozz Oyz Uzz) (12)

When Viscoelastic material are considered, the material coefficients can be function of the
frequency of vibration. In this paper, the complex modulus approach has been used to define
the viscoelastic materials properties. According to this methodology, the usual engineering
moduli are defined as complex quantities. For example, the Youngs modulus is

E(iw) = Exg(w)(1 +in.(w)) (13)

where Eo(w) is the storage modulus, 7.(w) is the corresponding material loss factor, and i =

V-1

Thermal stresses

The initial thermal stresses can be written as:
o = AAT = CaAT (14)

Where AT is the temperature variation and « denotes the thermal expansion coefficients.
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Elastic Work: Stiffness Matrix K]

The internal work, 6 L;,,;, can be expressed in terms of elastic energy using the equations intro-
duced in the section above.

S Lint = / (6e’a)dV =
14
= 5q"7 [ /v DT(NZ-(y)FT(a:, z)I) C*(w) (15)

(M) Fele, )T) Dav |,
The variation of the internal work can be written, in terms of the fundamental nucleus of the
stiffness matrix, as follows:
_ KTy kijrs k
where k"¢ is the stiffness matrix in the form of the fundamental nucleus. The explicit forms
of the 9 components of k*75can be found in the book by Carrera et al. [4].

Initial thermal stress [K’]

The effects of the initial thermal stress can be included in the analysis considering the work done

by the variation of the virtual non-linear strain, £,,, given by the von Karman Formulation, with

the thermal initial stress, o?.:

§Lyo =0q"; / (F..Niog, IF, N; + F.N; o0 1F, N; + F._Nioj 1F, N;
v ,

+ F, Niol TF.N;, + FTNi’yagnyFijyy +F, N 1F,N;, (17)

Ozy Oy 2

+ F, Nio§ 1F, N;+ FTNi’yagszFs’zNj + FT’zNiagZZIFS’zNj)qu’;j

The variation of the work done by the initial stress field can be written, in terms of the funda-
mental nucleus, as follows:

Ly = 0" k2", (18)

Where k2" is the fundamental nucleus of the stiffness matrix due to the initial thermal stress.

Inertial Work: Mass Matrix [M|

The mass matrix formulation id derived from the variation of the work made by the inertial
forces:

6 Line = / suk ik - pF(2)dV (19)
1%

where the dot denotes derivatives with respect to time and the double dot denotes acceleration.
After substitution of eq.8 in eq.19, one obtains:

i =5 | [ (BTN
1%
N;(y)Fy(w, 2)T ) av |y = 20

kT kijTs sk

:5(1@7' m qu
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where m*”7* is the mass matrix, which is a function of the shape functions N;, F, and of the
material density p* on the k& — th layer.

Aerodynamic model

The aerodynamic model used in the present work is based on the Piston Theory. This model
was first used in aeroelastic analysis by Ashley and Zartarian [7]; it has an easy formulation and
it provides accurate results in the supersonic range, for Mach numbers greater than 1.7. The
piston theory assumes that the flow on a panel is similar at a one-dimensional flow in a channel
(e.g. in a piston). The flow velocity is assumed to be parallel to the surface and the vertical
velocity 1, can therefore be expressed in two dimensional from as:

ou, ou,
o Ou, Ou
=Ty Ve

There are two contributions: the former is due to the vertical displacement, and the latter is due
to the surface slope. The sign of velocity V,,, depends on its direction: it is positive if V, is in
the positive yx — direction and negative if V, is in the negative y — direction. The differential
pressure across a panel can therefore be expressed as:

21

2q (Ou, 1 Ou,
Ap(y, t) = —{ — } 22
Eq.22 shows that the local differential pressure is a function of the velocity of the normal
displacement and of the slope of the surface. A refined formulation has been proposed by
Krumbhaar [11] for low supersonic ranges:

2q {8uZ+M2—2L8uZ}
VM2Z—1L0y M?—-1V, 0Ot

It is easy to see that when the Mach number goes to infinity, the eq.23 coincides with eq.22.
In this work, eq.23 is used to compute the virtual work related to the aerodynamic forces. The
differential pressure, acting on the panel, given by eq.23, can be expressed as the sum of two
terms:

Ap(y,t) = (23)

Ou,, Ou,,
u+Bu

A t)=4+A
p(y,1) o T

(24)
where:

o 2¢ B 2q M?—-21
VM =T CVMEIM?2 -1V

(25)

ou, o ) .
The first term, (j:Aa—), represents a contribution to the stiffness of the problem, and it is there-
Yy

Ou, : :
fore called aerodynamic stiffness. The second term, (B i), depends on the vertical velocity

and it may be interpreted as a damping; it is therefore called aerodynamic damping.

6
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Aerodynamic Stiffness Matrix K,

The aerodynamic stiffness matrix may be derived by evaluating the work, 0 L,.,, made by a
differential pressure, Ap, due to the slope of the surface in the flow direction.

SL2 = / (su*Ap™) dA (26)
A

aer

where index A indicates that only the contribution of the slope is considered, and A is the surface
where the pressure acts. Considering the formulation proposed in eq.24, and introducing the
displacement formulation reported in eq.8, differential pressure can be written as:

=A- IApa—y'FTqiT 27)

where:

0 0

00 (28)
0 1

Since dA = dx - dy, and substituting eq.27 in eq.26, the virtual work of the differential pressure
can be written as:

T 6NZ T iiTs
0Ly, = 04}, {A( / F, F,dz) /L Nigy Tan dy} a4, = 64}, Ky T (29)
where k*"/7¢ is the aerodynamic stiffness matrix which may be written in the form:

0

0
30)
N, (
/L Nja_y dy
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(@) o O

Aerodynamic Damping Matrix [D,,]

The aerodynamic damping matrix may be derived by evaluating the work, § L., made by a
differential pressure, Ap, due to the vertical displacement velocity of the surface.

aer

SLE = / (su*Ap?) dA (31)
A

where index B indicates that only the contribution of the vertical displacement velocity is con-
sidered. Considering the formulation proposed in eq.24 and introducing the displacement for-
mulation reported in eq.8 , differential pressure can be written as:

7
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Figure 1: Panel geometrical configuration ans System of reference

ou* gk
Aﬁ:BaZ:BJMWM%f (32)
k k
M@;ﬂﬁﬂﬂ/ﬂﬂ@%/MMhﬂ@%?:MﬁﬁW%% (33)
x L

where D7 is the aerodynamic damping matrix which may be written in the following form:

0 0 0
g 2q 1 /M?—2 00 0
dFiTs — _< )/(F F)d:c (34)
a 2 _ T+ S8
VM =1 Voo AME =1/ OOQ/MMM@
A

NUMERICAL RESULTS

This section shows some results obtained using the aero-visco-elastic model introduced in the
sections above. Two main problem are considered. The first concern the aeroelastic response of
a thin panel. The aero-elastic has been assessed in order to prove the accuracy of the proposed
approach. The second problem considers the aero-visco-elastic response of a multi-layered
panel.

Aero-elastic response of an isotropic panel

In order to assess the present aeroelastic model, a simply supported panel has been investigated
and the results have been compared with those from literature [12]. The panel has the geometry
reported in fig.1. The length, b, is considered equal to 0.5 [m], the width, a, is equal to 1
[m] and the thickness, t, is equal to 0.002 [m]. The trailing edge and the leading edge are
simply supported, while the side edges are free. The model is made of 12 beam elements. Two
different displacement formulations have been used to describe the displacement on the cross
section, a third order Taylor expansion (TE3) and a Lagrange formulation using 2 Q9 elements.
The analyses were carried out considering a flow with a temperature, 7', equal to 228 [K] and
a density of 0.3639 [Kg/m®]. Fig.2 show the frequencies and the damping at different Mach
numbers, between 1.5 and 8. It is possible to see that there are three points of instability: P-
1, P-2 and P-3. The values of the critical Mach numbers and frequencies of each point are
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Figure 2: Simply supported panel, frequencies and damping at different Mach number, advanced TE and LE theory

Instability Point EBBM TE3 LE Ref. [12]
Mach Freq.[Hz] Mach Freq.[Hz] Mach Freq.[Hz] Mach Freq.[Hz]
P-1 4.03 60.04 4.47 66.08 4.47 66.09 4.5 66.00
P-2 - - 4.92 70.35 491 70.37 - -
P-3 - - 7.89 92.68 6.89 87.48 - -
Table 1: Critical Mach number and flutter Frequencies for a simply supported panel, comparisons with literature
results

reported in tab.1, while the literature results are reported in the last column. In fig.s3, the modes
involved in the first aeroelastic instability and the flutter mode are reported. Because of the
quasi-3D solution achieved using the present model, the results can be given through a full 3D
visualization. The results are very close to the results found in literature. The present higher-
order models give a critical Mach number of 4.47 versus the 4.5 found in literature and the
frequency is also similar, with 66.09 [Hz] for the present model and 66 [Hz] from literature.
Different Flutter modes could appear: P-1 instability (fig.3) involves two bending modes. The
classical structural model, EBBM, and the one used by [12] are not able to detect all the flutter
modes, since they are not able to predict the torsional and shell-like modes. The TE3 model
is able to predict this instability, but does not provide good accuracy because the third-order
model does not offer a proper description of the involved modes; a higher order model needs
to be used to obtain a better solution. The present assessment highlights that the TE and LE
models are suitable for aeroelastic application and provide results that are in agreement with
those from literature. Moreover, higher-order models can detect torsional and shell-like flutter
instabilities.

(a) Mode 1, Mach number 1.5, (b) Mode 5, Mach number 1.5, (c) Instability P-1, Mach number 4.47,
29.79 [Hz] 79.21 [Hz] 66.09 [Hz]

Figure 3: Simply supported panel, modes involved in the aeroelastic instabilities P-1
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Figure 4: Frequency response and aeroelastic modes of the panel with and without the visco-elastic effect

Aero-visco-elastic response of an isotropic panel

The aero-visco-elastic response of a layered panel has been investigated in the present section.
The panel has the geometry reported in fig.1. The length, 0, is considered equal to 0.33 [ml],
the width, a, is equal to 0.39 [m] A three layers layup has been considered. From the bottom
the layers have a thickness of, 0.0015 [m], 0.0000254 [m] and 0.0004 [m] respectively. The
outer layers have been built in aluminum while the middle layer is a viscoelastic layer (material
M3ISD112TM), The model is fully clamped. Figure 4 show the aero-visco-elastic frequency
response of the panel at different Mach numbers including the modal shapes involved in the
instability. Table 2 show the critical Mach numbers and the critical frequencies for the plate

Model Critical Mach Freq.[Hz]
Multilayered panel (without visco effects) ~ 5.0 ~ 204
Multilayered panel (with visco efect) ~ 6.4(+28%) ~ 235(+15%)

Table 2: Critical velocities of the viscoelastic panel with and without the viscoelastic effect.

with and without the viscoelastic effect. When the viscoelastic effect is not considered the
properties of the material have been considered constant and equal to the properties at zero
frequency. The results show that the introduction of the viscoelastic material may change the
critical flutter condition, in this case the critical Mach number has been increased of the 28%
while the critical frequency of the 15%.

CONCLUSION

An advanced structural model able to deal with the aero-elastic and aero-visco-elastic problem
has been developed in this work. The formulation has been developed in the framework of the
Carrera Unified Formulaiton that allows the matrices to be written in compact form. Different
structural models, Equivalent Single Layer and Layer-Wise, have been considered. From the
results it is possible to state that:

e The present model is able to provide accurate results for the aeroelastic response of thin
panel;

e The use of refined model permits to obtain quasi-3D solution;

e Multi-layered panel including viscoelastic material can be easily investigated using a
layer-wise approach;

e The use of the visco-elastic materials may be used to control the flutter phenomena.

10
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In conclusion the present model appears to be very promising in the analysis of viscoelastic
materials and it could be used to evaluate their effects on the aeroelastic instabilities.
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