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Analysis of Flow Separation Effects on the Dynamics
of a Large Space Booster

LARS-ERIC ERICSSON* AND J. PETER
Lockheed Missiles and Space Company, Sunny vale, Calif.

The next generation of manned space boosters, the Saturn- Apollo family, presents the
structural dynamicist with the unique situation of having to analyze the response of vehicles
that are to a great extent submerged in separated flow. The problem is further aggravated
by the occurrence of maximum dynamic pressure in the transonic and low- super sonic speed
ranges wherein flow separations completely dominate the aerodynamics. Quasi- steady aero-
dynamic techniques are used to ascertain the effects that the various types of flow separa-
tion have on the aerodynamic damping of the Saturn I-Apollo launch vehicle. A single
degree-of- freedom analysis of each of the three lowest bending modes is presented. The
analysis uses as an input a lumped-force representation of the experimentally obtained static
load distribution. The resulting aerodynamic damping distribution can be related directly
to the static-load distribution, and the designer can trace any adverse damping effects back
to the static-load distribution and thus to the vehicle geometry. The net aerodynamic damp-
ing for part or all of the vehicle, obtained by integration of the damping distribution, agrees
well, in general, with available experimental results.
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Nomenclature

axial force, kg, coefficient CA = A/(pU*/2)S
rocket diameter, m
reference length, m
aerodynamic damping derivative
driving function, m/sec2

imaginary number ( — 1)1/2

aerodynamic stiffness derivative
longitudinal distance, m
Mach number
axial force moment, kg-m, coefficient CmA = MA/

(PU*/2)SDTef
generalized mass, kg-sec2/m
normal force, kg, coefficient CN = N/(PU2/2)S
generalized force, kg
static pressure, kg/m2, coefficient CP = (p — pm)/

normalized coordinate, m
reference area, m2

time, sec
velocity, m/sec
horizontal coordinate, m
vertical coordinate, m
relative deflection, m
angle-of-attack, radians or degrees
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/3 = equivalent spike deflection angle, radians or degrees
5 = boundary-layer thickness, m
A = difference
p = air density, kg-sec2/m4

co = free-free bending frequency, rad/sec
f = structural damping, fraction of critical
rs,Ta = aerodynamic damping, fraction of critical
6 = rotation angle, rad or deg
<p — normalized modal deflection
<pr = normal mode slope

Subscripts
a = attached flow
b = base, also buffeting flow
C = cylinder
QS = quasi-steady
s = separated flow
t = total
oo = undisturbed flow
0 = at a = 0

Superscripts
i = induced, e.g., A*CW = separation induced normal force

Introduction

WITH the advent of manned space flight, astronaut es-
cape systems, blunt nose cones, and steep interstage

flares have become characteristic of space boosters. Each
geometric characteristic complicates the problems for the
aerodynamicist and structural dynamicist by producing large
regions of flow separation, which dominate the aerodynamic
loading over the vehicle in the transonic and low-supersonic
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a) Supersonic flow field at M = 1.43 tower on (a = 0)

b) Subsonic flow field at M = 0.9 tower off (a = 0)

Fig. 1 Shadowgraphs of transonic flow fields.

speed ranges wherein the vehicle experiences maximum
dynamic pressure. The static loads as well as the buffeting
force input from the separated flow can be determined by
wind tunnel tests of a rigid model. The remaining informa-
tion needed, the aerodynamic damping, is more difficult to
obtain, however. To simulate elastic vehicle response in a
wind tunnel test is very complicated, and the results of this
expensive test may still be of limited value due to wind tunnel
noise and model-mount interference. Furthermore, the
elastic model necessitates a lead time of as much as one year,
and post test design changes in the full-scale vehicle required
for various reasons result in the test data being of little help.

These problems were recognized at the NASA Marshall
Space Flight Center (MSFC) in connection with the design
of the Saturn I-Apollo launch vehicle. Because similar
problems had been encountered on the Agena ascent ve-
hicle,1- 2 Lockheed Missiles and Space Company (LMSC)
was engaged by the NASA MSFC to develop analytical means
for prediction of full-scale vehicle dynamics. The method
is founded on quasi-steady techniques and uses static experi-
mental data as an input.

ANGLE OF ATTACK, a

a) Effect of escape rocket on command module forces at
M = 1.0

b) Comparison of angle-of-attack and spike deflection
effects of M = 2.93

Fig. 2 Wake-induced aerodynamic characteristics.

Method of Approach

The loads occurring in a separated flow region fall generally
into two categories: 1) those due to the effect of forebody
attitude and relative displacement on the flow separation;
and 2) those due to local attitude of the submerged body
element. For the former loads there is a time lag before a
perturbation of the forebody has altered the submerged-
body loads, which may cause a phase shift in the dynamic
case such that statically stabilizing loads become dynamically
destabilizing. The latter loads are dependent upon the in-
stantaneous change in local attitude and displacement, and
are, for large regions of separated flow, significantly smaller
than the former.

In what follows, the aerodynamic loads in the various
separated flow regions on the Saturn I-Apollo launch vehicle
are analyzed. It is shown that a rational partition of the
static loads into local and forebody-dependent components
can be made, based upon the velocity deficit in the separated
flow region. These static forces are converted to unsteady
loads by quasi-steady methods. The quasi-steady force is

essentially the static force modified to account for slow
perturbations from the static (steady-state) condition.

Aerodynamic Characteristics

Figure la is a shadowgraph of the flow field in the vicinity
of the Apollo escape rocket and command module, showing
the large region of flow separation produced by the escape-
rocket wake. Figure Ib illustrates the occurrence at the com-
mand module shoulder of extensive flow separation caused
by the blunt (33°) conical command module at subsonic
Mach number, M = 0.9. These two types of flow separa-
tion drastically alter the static force loadings over the sub-
merged afterbodies.3 The impingement of the escape-rocket
wake on the command module produces the most severe
separated flow effect, very similar to that obtained with a
flow separation spike. Furthermore, the steep interstage
flares produce their own regions of flow separation, both
subsonically and supersonically.
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Spiked-Induced Separation

Figure 2a shows how the flow separation from the escape
rocket reduces the axial force at a = 0 (due to the reduced
average velocity in the wake) while increasing the normal
force derivative and producing a more stable pitching mo-
ment. The latter effects result from translating the wake
over the submerged body, thus exposing the windward side
to rapidly increasing velocities and the leeward side to re-
duced velocities. The wake-translating effects of a and of
spike deflection angle ft should be the same (Fig. 2b) since
the relative spike tip translation is the same (z = aL = ftL
for small angles). Thus, the difference between the a- and
/^-characteristics is due to rotating the windshield through
the angle a. That is, two force derivatives are generated
with angle of attack: an induced force A*CV0, proportional
to the effective spike deflection angle ft, and a local rotational
force Cxas due to the attitude as of the windshield. Lacking
experimental data for deflected escape rocket and tower, the
effect of local attitude may be assessed by considering the
command module pitched in the reduced dynamic-pressure
field of the wake. The reduced axial force on the command
module is a direct measure of the dynamic-pressure deficit.
Thus,

= CAos/CAoa (1)

where CAoa is measured with tower off, and CAQS is measured
with tower on. The induced derivative due to wake-source
translation is

V 3 = A*CV, = CV total — (2)
Figure 3 shows how these command module forces vary with
Mach number. When the escape-rocket disk is removed, a

TOTAL SEPARATED FLOW LOAD, CM

FOREBODY DEPENDENT LOAD

j total as

a) Disk on

Fig.

Directing Wake Source

b) Disk off

3 Command-module forebody-dependent and local
loads at a. = 0.

further complication is introduced, viz. the wake-directing
capability of the escape-rocket flare. Figure 3b illustrates
how the wake of a directing spike tip is moved down-
ward an amount Az proportional to the wake source attitude
6S. The total wake-induced derivative is, therefore,

A'Ctf-^ = A'CWp + A'Cjty, (3)
The disk-off wake-translation effect may be evaluated from
the disk-on data by adjusting for wake-size effects. Since
the a = 0 axial force reduction is indicative of wake size, the
disk-off derivative may be computed as follows:

.Odiskon (4)

where A^o = CAoa — CAQS. The remaining induced deriva-
tive A*CV0S is simply A*C^« = A*CWaS — A^CW^; Fig. 3b
shows the Mach number dependence of these local and in-
duced derivatives. The local and induced command-
module axial force moments are obtained similarly.

The wake from the escape rocket, after impinging on the
command module, reattaches on the service module aft of

A———— cf = 4° WINDWARD PRESSURE DISTRIBUTION
Q — — — a = 4° LEEWARD PRESSURE DISTRIBUTION

_ _ — _ a = 4° LEEWARD PRESSURE DISTRIBUTION
UNDISTORTED BY SHOCK INDUCED
PRESSURE RISE

a) Pressure distribution at a = 4°

LOCAL LOAD C

1,2 1.6 2,0 2.4 2.8

MACH NUMBER

b) Shoulder loading at a = 0 (tower and disk on)

Fig. 4 Command-module shoulder forces.



484 L-E. ERICSSON AND J. P. REDING J. SPACECRAFT

——— L = U 'A t

Fig. 5 Sketch of quasi-steady spike wake.

the shoulder. The pressure distributions of Fig. 4a indicate
that a negative shoulder loading is generated by the reattach-
ing wake, with the major contribution coming from the
leeward side through greatly reduced negative pressures
due to the upstream effects of the pressure rise at reattach-
ment. The loading induced by the wake-source translation
is always negative, whereas the local load may be either posi-
tive or negative depending on the initial (a = 0) wake con-
figuration (Fig. 4b). In comparing these loadings with the
command-module loadings in Fig. 3, it can be seen that the
negative shoulder load will dominate at subsonic and sonic
speeds, whereas at supersonic speeds the positive command-
module load is dominant.

The spike-induced quasi-steady force can be derived in a
straightforward manner. For a thin spike only the location
of the spike tip is important. In Fig. 5 the spike tip is
describing translatory oscillations relative to the conical
windshield, the relative displacement z being a function of
time. At time t the spike tip has the lateral displacement
z(t). The wake impinging upon the windshield at time
t, however, was generated a time increment A£ earlier, when
the spike tip had the relative displacement z(t — AZ). This
is the quasi-steady spike position, i.e., the static spike posi-
tion for which the wake will impinge at the same location on
the windshield as in the nonstationary case. The time lag
is the time required for the wake to travel from the spike
tip to the windshield t = L/U. A representative average
velocity U can be derived from the dynamic-pressure deficit
given by Eq. (1):

17/17 = (5)

Since the attitude of the spike tip has no effect on the lateral
position of the wake, the quasi-steady force induced by the

-O = 0°

-CD = 4° LEEWARD CENTERLINE

= 4° WINDWARD CENTERLINE

Fig. 6 Forebody pressure distribution with escape system
removed at M = 0.9.

lateral wake movement is

(6)

The remaining quasi-steady force on the windshield is

CQS = 5CW./da.[0(0 + Z(t)/U] (7)
where 6 and Z are the local instantaneous attitude and trans-
latory velocity of the windshield. {

On the Saturn I-Apollo configuration, the escape-rocket
disk corresponds directly to the spike tip. There is some

N<* total
NOSE-INDUCED SEPARATION—]

M<1.0 ATTAC

SHOCK-INDUCED SEPARATION
M>1.0

TOTAL LOAD,

(ATTACHED)

0

c
.4 1 1 1 1 1 1

^LOCAL LOAD, CN

•— - FOREBODY DEPENDENT LOAD, A' CN
as

^-TOTAL LOAD. CKI (SEPARATED)
Natotol

i l i I 1

a)

.8 K2 1.6 2.0 2.4 2.8

MACH NUMBER

Command-module shoulder loads

NOSE INDUCED SEPARATION M< 1 .0 ctotal

.8 1.2 1.6 2.0 2.4

MACH NUMBER

b) Cylinder and flare loads

Fig. 7 Forces in nose-induced separation at a. = 0 (tower
off).

t In studying Fig. 5 it is apparent that the nonsteady wake is
inclined relative to the quasi-steady wake. However, the un-
steady wake also has a translatory velocity relative to the quasi-
steady wake, negating the effect of the inclined wake axis.
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i l
O a = 0° V
g a = 4° LEEWARD CENTERLINE

. £ a _ 40 WINDWARD CENTERLINE

a) Tower on, M = 1.2 b) Tower off, M = 1.1

Fig. 8 Forebody supersonic pressure distribution.

influence of the escape rocket on the leeward portion of the
disk wake at angie-of-attack. However, this effect is small,
and Eq. (6) sufficiently describes the disk wake-induced
quasi-steady forces on the command module and forward
service module. When the disk is removed, the escape-
rocket flare attitude has a directing influence on the wake.
Thus Eq. (6) is modified as follows:

A „•/"/ vV_/ NS / , A J\ I ^S^Ns f\ f , A »\ /0\

where 6K is the attitude of the rocket flare, and dCVs/d#s < 0
is the directing effect of the rocket flare.

Nose-Induced Separation

When the escape system is removed, the flow separates
off the shoulder of the blunt command module at subsonic
Mach numbers (Fig. Ib). The boundary layer cannot
negotiate the steep, adverse pressure gradient over the
forward service module without separating. This nose-
induced separation is akin to the thin airfoil leading-edge
separation with its so-called long bubble.4 Figure 6 shows
that the pressure is constant in the separated flow region
extending to the aft service module and flare, where the
reattachment process occurs. At angle-of-attack the wind-
ward boundary layer on the command module is strength-
ened and made thinner, and can therefore withstand a greater
adverse pressure gradient. This, together with the added
constraint of the external flow, permits the windward side
pressures to approach attached flow values, and the command-
module shoulder pressure becomes more negative. On the
leeward side, the effect is opposite but less drastic. The
resulting negative shoulder load is proportional to the fore-
body crossflow, which in lumped form can be represented by
the crossflow at the shoulder. On the aft service module
and flare the increased velocities in the windward side of
the wake produce increased pressures approaching attached

flow values. Again, on the leeward side the effect is the op-
posite. The effect of local attitude on the flare force CWaS is
determined by the drag reduction, Eq. (1). The remainder
of the flare force A*CVas is induced by the wake changes, Eq.
(2), and is determined by the crossflow at the command-
module shoulder. The same ratio between local and induced
loads is used for the service module loading. Figure 7 shows
these forces, demonstrating the large effect of the nose-
induced separation at subsonic speeds. At supersonic speeds
the nose-induced separation disappears, and instead, a small
separated flow region caused by the flare shocks appears.
The pressure distribution in Fig. 6 shows that a negative load
exists aft of the flare shoulder. It is similar to the negative
shoulder load obtained aft of the command module in the
presence of the escape system and, therefore, is treated in
the same manner.

The forces Al'CVs induced in the separated flow are deter-
mined by the crossflow at the command-module shoulder.
In the quasi-steady case a time lag A£ occurs before this
crossflow has affected the separated flow region aft of the
shoulder, i.e.,

- M) + ZN(t - (9)

where QN and ZN are the local attitude and translatory velocity
of the command-module shoulder. The time lag A£ is again
assessed by accounting for the velocity deficit in the wake,
evidenced by the flare drag reduction [see Eqs. (1) and (5)].

Shock-Induced Separation

The pressure distributions in Fig. 8 indicate that a region
of shock-induced separation occurs forward of the interstage
flare joining the service module with the S-IV stage. The
separation induces a negative cylinder load at the start of
separation due to the differential windward and leeward
shock position. The positive loads induced on the cylinder
and flare immediately aft of the shocks result not only from
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LARGE FORWARD MOVEMENT OF
LEEWARD SEPARATION POINT

THICKENED LEEWARD SIDE
BOUNDARY LAYER

SLIGHT AFT MOVEMENT
OF WINDWARD SEPARATION
POINT

a) Effect of boundary-layer thickness

b) Effect of detached shock angle

.8 1.2 1.6 2.0 2.4
MACH NUMBER

c) Local and forebody-dependent aft cylinder and flare
loads at a = 0 (tower and disk on)

Fig. 9 Shock-induced separation.

the differential shock position but also from the difference in
windward and leeward side shock strength. The extent of
the separation forward of the flare is proportional to the
boundary-layer thickness 5 immediately ahead of the separa-
tion.5 The effect of angle-of-attack is to increase the lee-
ward side boundary-layer thickness and decrease that of the
windward side (Fig. 9a). Consequently, the extent of the
separation is increased on the leeward side and decreased on
the windward side, resulting in a negative cylinder load (due
to differential shock position), and a positive flare load (due
to the changed separated flow extent). Moreover, at angle-
of-attack, the windward shock gives a higher pressure rise
than the leeward shock (Fig. 9b), with a correspondingly
higher pressure in the windward separated flow region than
on the leeward side, producing positive aft body loads on the

cylinder and flare. The negative cylinder load is all in-
duced and dependent upon the forebody influence on the
boundary layer at separation. The effect of local flare atti-
tude CNas is assessed as before. The remainder of the flare
force A*CVaS is induced by the separation. One part A*Cjv Sl

is determined by the forebody crossflow ahead of the separa-
tion, and the other part A*'C#a«2 is dependent upon the local
crossflow at the shock location. The cylinder-flare load, with
its local and induded components, is shown in Fig. 9c. The
figure indicates that a definite flare-induced separation exists
even at subsonic speeds (produced by the tower-wake re-
attachment shocks). When the separated flow reattaches
on the cylinder aft of the flare a negative shoulder load is
obtained as described earlier for the nose-induced separation.

The quasi-steady boundary-layer thickness at the separa-
tion point at time t is dependent upon local crossflow up-
stream at earlier time instants t — A£n, where Atn is the time
required for the boundary layer at the separation point to
respond to the upstream crossflow change. The forebody
normal force distribution is a measure of the local crossflow
effects, and, therefore, the forebody crossflow is represented
in lumped form by the crossflow at the aerodynamic center
XAc of the forebody attached flow loading. Thus, the quasi-
steady boundary-layer thickness at the separation point at
time t is determined by the local crossflow at XAC at time
t — A£, where At = L/U is the time required for the cross-
flow effect to be transmitted through the boundary layer the
distance L = XAc — Xc down to the separation point
Xc. U is the convection speed, which in a turbulent bound-
ary layer at transonic and low supersonic speeds is U =
0.8U.6 (The average velocity defined earlier in the separated
flow regions gives U = 0.8717 for a ^th power profile.) Thus,
the quasi-steady force at Xc is

(AiCQS)c = A{CNacoiAc(t — At) (10)

The term aAc is the crossflow angle at XAC defined by the
local attitude 6Ac and translatory velocity ZAc, i.e., O.AC =
OAC + ZAC/U. Likewise, the two quasi-steady flare force
components at Xs are defined as follows: 1) force induced by
the shock movement

Ati is the additional time lag through the_ separated_flow re-
gion (Xc - Xs), i.e., Ati = (Xc - Xs)Ui, where Ui is the
average wake velocity and 2) force induced by the shock angle

ac is_the crossflow angle at the shock location Xc, i.e., ac = ̂ c+
Zc/U. The quasi-steady induced negative load on the flare
shoulder is treated the same way as the positive flare load,
the only difference being the additional time lag to cover the
distance from flare to shoulder load. The shock-induced
quasi-steady force is difficult to assess, and it is fortunate that
the forces always appear in pairs, a negative cylinder load
followed by a positive flare load, resulting in a moderate
net effect.

Vehicle Dynamics

The dynamics of the elastic vehicle are analyzed for single
degree-of-freedom oscillations in one bending mode.

Equation of Motion

The equation of motion can be written in the following form
using standard notations :

m(q(t) + 2fcog(0 + co2g(0] = P(0 (13)

The generalized force P(t) is given by the virtual work done



JULY-AUG. 1965 FLOW SEPARATION EFFECTS ON DYNAMICS OF LARGE BOOSTER 487

by the aerodynamic forces on the vehicle § :

P(t) = <P(X)dX (14)

There are three different types of generalized force
P(t) = Ps(t) + Pa(t) + Pb(t) (15)

Both Pb(t) and Pa(t) can be defined by well-established
methods. Pb(t) is a forcing function, a random function for
the case of buffeting forces. Pa(t), the generalized force in
attached flow, can be estimated by use of first-order theory.7
P8(t) is, however, more difficult to determine, and the main
effort here is devoted to describing how this force can be
estimated by the use of static experimental data. In Fig.
10 it is assumed that the flow is attached aft of body station
Xa. The forces in the separated flow forward of Xa are
represented in lumped form. In general, the force N8 and
the axial force moment Ms will be dependent not only upon
the local angle-of-attack as but also upon the angle-of-
attack aN at the nose and the relative displacement z =
— (ZN — Zs) between nose and frustum. For small de-
flections one may write N8 in the following form (a similar
expression is obtained for M8) :

foC
< -(da aN — -

dz ^ ̂  (16)

In the unsteady case a^ and ZN in — (Z.v — Z8) will be the
values at a time A£ earlier than the instantaneous value for
a,, i.e.,

.(«) - +

[ZN(t - AO - Z8(t)]> (17)

A^ is the time required for the force Ns to respond to changes
in aN and ZN. For the elastic vehicle in Fig. 10, a = 6 +
Z/U, Z = -<p(X)q(t), and 6 = <p'(X)q(t).' The contribu-
tion to the generalized force P8(t) from the force A^s and mo-
ment Ms of the frustum in the separated flow can then be
expressed as follows, using the lumped version of Eq. (14):

M\ >- At) - --

(18)

das
7 £7
- AO

[<p(XN)q(t -

The force on the nose is dependent only on the local angie-of-
attack. The force on the shoulder aft of the frustum, where
the separated flow reattaches on the cylinder, is composed
the same way as the force on the frustum. How the time
lag A£ is evaluated has been discussed earlier.

The term P8(t) in this form, Eq. (18), together with Eqs.
(13) and (15), can be used in a real-time analytical simulation
of the vehicle ascent. Equation (18) can, however, be simpli-
fied further, as the structural stiffness usually is one order of
magnitude larger than the aerodynamic stiffness, and the
structural and aerodynamic damping as a rule are two orders
of magnitude less than critical. That is, the vehicle may be

§ If W is the work done, P =

assumed to oscillate with the natural free-free bending fre-
quency co and q(f) can be expressed as follows:

(19)
where q(t) ~ v[iq(t)]. (This assumption also makes 2f cog(0
equivalent to ig^q(t) in Eq. (13), where 2f = g.) Equation
(18) can now be written

' ">\ri
* < ' X <p'(Xx) cos(«A«)

V&H) sin(coAi) + [^(Xv) cos(«AO

t)OLs

cos(coAO —

[<p(XN) cos(coAO - <p(Xs) ] V (20)

Ds = -

— sin(coAO
CO

+

,) I - sin(toA<) + ̂ -fa cos(coAO

Similarly, Pa(t) may be expressed as

P.(0 = (pU*/2)S{K4(t) + D.[q(f)/U]} (21)
Combining Eqs. (13, 15, 20, and 21) gives

q(t) + 2co f - (D. q(t)

q(t) = /(*) (22)

B = (PU*/2)S/m f(t) =

Aerodynamic Damping

One requirement for stability is that the amplitude \q(t)\ is
bounded, i.e., does not increase with time beyond all bounds.
This implies that the coefficient for q(t) in Eq. (22) cannot
be negative, i.e.,

f - (B/2uU)(D.s + Da) > 0 (23)

Fig. 10 Coordinate system for the elastic vehicle.
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Fig. 11 Correlation of static and dynamic load distribu-
tions at M = 1.1 for the second bending mode of the

Saturn I-Apollo with escape rocket, disk on.

In the presence of the driving function f(t) the requirement of
an amplitude below a certain limiting value gives a more
severe criterion for stability:

f - (B/2uU)(Ds + Da) > fmin (24)

Ds and Da are the aerodynamic damping contributions from
regions with separated and attached flow, respectively. They
correspond to the damping derivative for a rigid body, a
negative value indicating damped oscillation. The multipli-
cation factor —B/2&U brings the aerodynamic damping into
the same form as the structural damping f. Thus, the damp-
ing contributions from the separated and attached flow re-
gions have the following ratios to the critical damping:

and
(25)

For the lower-frequency bending modes the expression for
Ds in Eq. (20) can be simplified further by approximating
cos(coA£) = 1, and sin(coAO = coA£. In discussing the
spiked body aerodynamics it was shown that dCs/dz =
l/L(bC./5/3), where L = XN - XS) and 0 - (ZN - Z.)/L
()8 is the angular relative deflection). The time lag A_£ is
determined as A£ = L/U, where the average velocity U is
determined by the velocity deficit in the wake as was dis-
cussed earlier. Using these simplifications and definitions
in Eq. (20) gives the following expression for f«of Eq. (25):

p U S f
= ~A — ~ I4com \ ^ —oas

It has been outlined earlier how the information necessary
for formulating Ds is obtained for the various types of separa-
tion. Da is estimated by use of first-order theory.7 The
total aerodynamic damping fs + fa for the elastic vehicle
in single degree-of-freedom bending oscillations is obtained
by summing the contributions to f s and f 0 over the vehicle.

Launch Vehicle Damping Distributions

The single degree-of-freedom damping distribution for the
second bending mode at If = 1.1 is shown in Fig. 11. The
static load distribution is also shown for reference, and the
interplay between the static loads and the mode shape is
clearly illustrated. In general, positive static loads con-
tribute positive damping, and negative loads give negative
damping. The exception is the separation-induced loading
for the case when there is a nodal point between the separation
source and the location of the separation-induced force.
Then there is a sign reversal, and positive static loads con-
tribute undamping, negative loads contribute damping.
The disk wake-induced force on the command module and
forward service module shows this sign reversal. The

O QUASI-STEADY PREDICTIONS
A^A EXPERIMENTAL RESULTS -

—'--ATTACHED FLOW TREATMENT.

1.0 1.2 1.4 1.6 1.8

MACH NUMBER

a) Disk on
O QUASI-STEADY PREDICTIONS

A EXPERIMENTAL RESULTS

^7 EXPERIMENTAL RESULTS - (RE-RUN)

3RD BENDING MODE

(26)

.8 1.0 1.2 1.4 1.6

MACH NUMBER

b) Disk off
Fig. 12 Aerodynamic damping at a = 0 of the Saturn

I-Apollo vehicle with escape rocket.
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damping distribution, as illustrated in Fig. 11, tells the de-
signer which characteristics in the vehicle geometry adversely
affect the vehicle damping.

Comparison \vith Experimental Results

At the NASA Langley Research Center, Rainey8 and
others have undertaken the difficult task of simulating
elastic vehicle dynamics in a wind tunnel test. An 8%
dynamically scaled model of the Saturn I-Apollo vehicle was
excited by an electromagnetic shaker in each of its first three
bending modes, one at a time, and the aerodynamic damping
was measured. In general, the quasi-steady predictions
agree reasonably well with the measured damping for the
three configurations tested (see Figs. 12 and 13). This is at
least true for the first and second bending mode. The some-
what poor agreement for the third bending mode is probably
attributable as much to the sensitivity of forebody damping
to the high modal deflections and slopes as to limitations of
the quasi-steady method to predict damping for the third
mode because of its higher reduced frequency.^

Treating the measured static loads as if they all were de-
pendent only on local crossflow, as in the case of attached
flow, gives obviously the wrong damping values. This is
especially true for the second bending mode, where the
trend with Mach number then becomes opposite to that
measured. On the whole, the agreement between measured
and predicted damping is acceptable considering the scatter
in the experimental data.**

At the NASA Ames Research Center, Cole,9 in his "partial-
mode" testing technique, has dynamically simulated the for-
ward portion of the Saturn I-Apollo configuration in its
second bending mode. In Fig. 14a the quasi-steady pre-
diction of the forebody damping for the second bending
mode of the Langley configuration is shown for disk on and
disk off. The predictions agree generally with the trends
measured by Cole. The damping is positive for both con-
figurations at subsonic speeds, whereas at supersonic speeds

O QUASI-STEADY PREDICTION

EXPERIMENTAL RESULTS -
REF. 10

1.2 1.4

MACH NUMBER

Fig. 13 Aerodynamic damping at a. = 0 of the Saturn
I-Apollo vehicle without escape rocket.

If The pertinent characteristic length for the reduced fre-
quency (ccd/U) is the local cross-sectional diameter d < Dret.
For the third bending mode (coDTef/U) < 0.75 and the require-
ment for "quasi-steadiness," (wd/U)z <C 1 is not satisfied over
the whole vehicle.

** It should be pointed out that the total damping is the result
of an ill-conditioned process of summing a number of positive
and negative damping contributions (see Fig. 11), and may,
therefore, be expected to be inexact. The large scatter in the
experimentally measured damping (see Fig. 12) may be inter-
preted as evidencing the existence of the same problem when
summing the contributions aerodynamically.

- DISK OFF

a) With escape rocket, disk on and off

Without escape rocket

Fig. 14 Forebody damping at a = 0 for the second bend-
ing mode of the Saturn-Apollo.

the disk gives a large negative damping contribution. In
Fig. 14b the computed forebody damping for the tower-off
configuration is shown for the second bending mode. When
the loads aft of the flare are neglected, the results are com-
parable with the pitch damping measured on rigid bodies of
similar geometry, i.e., flare-stabilized blunt-nosed cylinders.
Large subsonic undamping and moderate supersonic damp-
ing are typical for these bodies. Furthermore, the allevi-
ating effect on the undamping of an added cylindrical skirt
is verified by experimental results for rigid bodies.

Conclusions

By using quasi-steady theory and experimental static
data, one may successfully compute the aerodynamic damp-
ing of a vehicle that is dominated by separated flow. The
damping so computed agrees well with experimental data
in the transonic speed range. Whereas the supersonic damp-
ing has not been substantiated quantitatively, due to lack of
experimental dynamic data, there appears to be substantial
qualitative evidence supporting the predicted trends.

The results of a quasi-steady analysis of the Saturn I-
Apollo vehicle reveal the following important dynamic
characteristics of flow separation: 1) large regions of
separated flow are capable of dominating both the static and
dynamic characteristics of an elastic vehicle, and 2) the effect
of mode shape is such that a sign change occurs between the
separation-induced static loading and its corresponding damp-
ing contribution if a node is located between the separation
source and the induced loading.

This method provides the designer with a powerful adjunct
to dynamic testing, not only for the prediction of over-all ve-
hicle damping, but also, which is more important to the de-
signer, to show the effect on the damping of each region of
flow separation.
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Laminar Boundary-Layer Growth on Slightly Blunted Cones at
Hypersonic Speeds

R. E. WILSON*
U. S. Naval Ordnance Laboratory, White Oak, Silver Spring, Md.

A momentum-integral method is given for calculating the subject boundary-layer growth
for the zero-angle-of-attack case. Available flat-plate boundary-layer results permit calcu-
lations for slightly blunted cones for wide ranges of hypersonic Mach number and surface
temperature. Although perfect gas data are used, real gas data for equilibrium air can be
introduced. Numerical results are presented for a slender cone. The results show that
slight blunting greatly affects conditions at the outer edge of the boundary layer. The Mach
number is markedly decreased at long distances from the tip. This is accompanied by an in-
crease in temperature and a decrease in unit Reynolds number. The distributions through
the boundary layer of parameters such as temperature and electron density will be affected.
Both local skin friction and heat transfer are significantly reduced by slight blunting.
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Nomenclature

shock radius of curvature
tip radius of curvature
2rw/TiUi2 = local skin-friction coefficient
Zrw/PcUc2

function defined by Eq. (13)
function defined by Eq. (16)
5*/0 == boundary-layer shape parameter
Mach number
pressure
Prandtl number
local heat-transfer rate
local cone radius
radius of streamtube in undisturbed flow
Reynolds number, Rc = PCUCX/HC, Roc = PCUCO/VC, RI>C

PcUcb I PC, Roi — piUid/ni
local Stanton number
temperature
distance along cone surface measured from apex
distance normal to surface
ratio of specific heats
boundary-layer thickness
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f d / pu\5* = I ( 1 — —— ) dy = boundary-layer displacement thick-

ness
f5 / pu\( u\B = | l —— II 1 — — 1 dy = boundary-layer momentum

JO \piUi/\ Mi/ .
thickness

absolute viscosity

p = density
a- = cone half-angle
T = shear stress
co = shock-wave angle for sharp cone
cos = local shock-wave angle for blunt cone

Subscripts
c = conditions at the outer edge of the boundary layer on a

sharp cone
w = conditions at the wall
I = local conditions at the outer edge of the boundary layer
oo = freestream conditions
T = stagnation conditions

Superscripts
' = reference value
0 = sharp-cone values


