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SKIN SURFACE EXTRUSION/INTRUSION STRUCTURE AS AN
INDICATOR OF AGING AIRCRAFT FATIGUE

A new method for fatigue damage detection is proposed. The new method extends
earlier proposed and verified approach for fatigue damage assessment based on the
guantitative analysis of surface deformation relief on aluminium and some of its
alloys. It will be shown that the fundamental property of hidden persistent slip bands
to be revealed after secondary cyclical loading can be used for the fatigue analysis of
aging aircraft.
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Introduction

The required aircraft service life is defined at the conceptual design stage, but
different operational conditions of individual planes cause the dispersions of actual
exhaustion of the components bearing capacity.

Apparently, the necessity of structural health monitoring exists for the individual
machines. Metal fatigue is a crucial process for aircraft bearing components and,
therefore, it requires monitoring to predict or prevent fracture.

There have been several attempts to create fatigue damage monitoring systems
and sensors. Several sensors/indicators, as well as methods for direct fatigue
monitoring, have been developed at the National Aviation University (Kyiv, Ukraine)
[1-6].

Fatigue monitoring methods developed at the National Aviation University are
based on the phenomena of deformation relief formation on the metal surface.
Deformation relief consists of extrusions, intrusions and persistent slip bands (PSBs)
formed under the action of repeated loads.

Two methods based on the same principle include: a) application of fatigue
sensors/indicators; and b) direct optical monitoring of surface pattern.

Effectiveness of these methods was proved by numerous experiments in the lab,
but their practical application has some limitations.

The procedure of the fatigue assessment begins with the installation of a sensors
(first method), or by polishing the inspected surface spot and an optical diagnostic
(second method). The obtained data refer only to the period from the start of
monitoring and don't indicate total accumulated fatigue damage.

At the same time there is strong necessity to assess the technical state of airplanes
being operated for a long time without previously conducted fatigue monitoring.

In the research paper the possibility to check accumulated fatigue damage for
structures initially being operated without fatigue monitoring is considered. For this
purpose, the original method for persistent slip bands detection has been proposed.
The method can be used for materials with cladding layer of aluminum.

Cladding layer and its effects on fatigue



For the tests directed on the new method being developed the aluminium alloy
D16AT has been selected. Investigated alloy D16AT, as well as its closest analogous
2024T3, refers to so called alclad materials which are corrosion-resistant aluminium
sheets alloy. The sheets are formed from aluminum foil metallurgically bonded to
high-strength aluminium alloy core material.

Despite the positive effect against corrosion, there are some aspects of the alclad
alloys application that require fatigue analysis.

The usual assumption for clad duralumin is that the lifetime of such materials is
lower, i.e. the Wohler’s curve should lie below the curve valid for non-clad duralumin
[7-9]. The effects of cladding and anodizing on flight simulation (gust spectrum)
fatigue was proved for notched specimens and riveted lap joints of 2024-T3 and 7475-
T761 aluminium alloy sheets, specimens of LC9 cs alloy.

In the LC9cs alloy, cracks initiated in the cladding layer and grew as corner
cracks into the core material [9]. To account for this growth, the stress intensity factor
solution for corner cracks was modified to approximate model cracks in a multiple-
layer medium. The vyield stress of the cladding was estimated to be about 50 MPa. In
the investigated specimens, the cladding layer always yielded and developed multiple
cracks from slip-band formation along the edges of the notch.

In the research carried out at the National Aviation University it was also proved
that the normal cladding layer has a deleterious effect on the fatigue resistance and the
effectiveness of the protection of aluminium alloys from corrosion, though there is a
slight rise in their corrosion-fatigue strength. The fatigue life and the corrosion-fatigue
life of sheet materials of the aluminium alloys D16AT and V95 depend on the
thickness of the cladding layer. [10].

Thus, being a weak member of the two layers composition of the alclad alloys,
the state of cladding layer reflects the damage process in advance to the damage of
core material.

Nature of surface deformation relief

Aluminium and some its alloys refer to the materials which react on mechanical
loading by formation of Persistent Slip Bands (PSBs). As it was shown by many
researchers, beginning from tests conducted by Forsyth in 1953 [11], fatigue cracks
initiate from the areas where PSBs emerge on the surface. Thus, PSBs reveal critical
sites of the components. Together with extrusions, intrusions, some features of grain
rotation, PSBs form the surface pattern called by many authors as “deformation
relief”.

It was shown that in a Al-Cu alloy thin ribbon of the metal with thickness of 0,1
um and 10 um length extruded at the specimen surface from persistent slip bands. A
guantitative measurement of the height of slip steps formed during the fatigue of Cu
single crystals has been conducted by authors of papers [12]. Using the interferometric
measurement, they showed that surface slip steps form in proportion to the applied
plastic strain.

Extrusions rise above and intrusions fall below the surface of metal due to the
movement of dislocations along the slip planes. The dimensions of extrusions and
intrusions depend on the material and stress-strain state.

Surface deformation relief images observed on alclad D16AT with light and scan
microscopes are shown on figure 1.
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Figure 1: The surface deformation relief images observed on D16AT under fatigue with: light
microscopy, 24%; b - light microscopy, 300%; ¢ — scan microscopy, 1620%.

Evolution of deformation relief under fatigue

The relationship between the accumulated fatigue damage and the intensity
(saturation) of deformation relief was established both for the single crystals and for
the polycrystalline metals.

The concept of single crystals fatigue indicators was discussed in work [1]. The
20-mm long fatigue indicator was made of single-crystal aluminium foil (99.99% wt
Al). The indicator was stuck on a flat specimen 1.2 mm thick. The maximum applied
stress in two fatigue tests were 140 and 180 MPa. The frequency of loading was 9.8
cycles/s. The indicator surface was periodically inspected by means of a microscope
with a 200* enlargement. The strong relationship between slip lines density and
number of cycles has been established.

The single crystal fatigue sensor was proved to be an effective tool for fatigue
monitoring, but the practical application has a restricted area due to the limitation of
adhesive-bonded sensor-to-specimen joint. This problem is avoided by application of
the direct optical inspection of some materials referring to so called persistent slip
band metals, i.e. materials where persistent slip bands and other features of
deformation relief are seen on the surface after fatigue loading.

Deformation relief has been observed on the surface of cladding layer of the
alloys D16AT, B95, 2024T3, 7075T6 subjected to the cyclic loading [2-6]. Specimens
for testing were made of thin sheets used for aircraft skin manufacturing. Tests were
carried out under a wide range of axial, bending and combined loads of bending and
twist. As a result of polycrystalline specimens tests, the methods for the direct fatigue
monitoring and fatigue indicator of new generation were introduced [2-6].

Among the numerous quantitative parameters of deformation relief the most
adequate and promising are: a) relief saturation, expressed as parameter D, and  b)
fractal dimension D, calculated on the base of the relief clusters perimeter to area
ratio [4]. For the calculation of both parameters the two-dimensional digital images
are used. For the optical inspection the small 1.0 mm spot on the surface is prepared
by the mechanical polishing with diamond pastes.

The damage parameter D calculated as a ratio of the surface area with slip bands,
intrusions, extrusions to the total local area is controlled by the light microscope. As
an example, the result of fatigue test of D16AT specimens and damage monitoring
under axial tension with the maximum stresses 76,9 MPa; 81,7 MPa; 96,2 MPa; 105,8
MPa; 115,4 MPa; 129,8 MPa, 134,6 MPa and stress ratio R=0 and frequency 11 Hz
are presented. It expresses the relationship between the damage parameter D and
current number of cycles N; (figure 2).




The tests were stopped after the nucleation of 1.0 mm fatigue crack as it has been
considered as the critical state condition.

One of the current researches proves the possibility to use deformation relief
when the inspected component works under the multi-axial loading [5,6]. The
proposed concept of equivalent relief for multi-axial fatigue extends the area of
deformation relief criteria application for fatigue damage assessment.
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Figure 2: The evolution of damage parameter D on the surface of alclad aluminium alloy D16AT
under cyclic loading: 1- 61=76,9 MPg; 2 - 6:15=81,7 MPg; 3 - 6;1,=96,2 MP3; 4 - 6,1,=115,4 MPa;
5 - 6ma=134,6 MPa. Stress ratio R=0, frequency 11Hz.

The drawback of the methods mentioned above is that the revealed damage
reflects only the period of monitoring. The enhanced method discussed in this paper
allows assessment of the total fatigue damage by the surface inspection at any moment
of aircraft operation and even at the close to retirement aircraft age (aging aircraft).

Aging aircraft

The age of an aircraft is expressed by three parameters, namely the chronological
age (in years), the number of flights, and the number of flight hours.

The average retirement age for all commercial jet aircrafts remains slightly less
than 26 years [13]. The narrow body fleet average age is around a year more and the
wide body average is a year less.

Over 2,000 passenger aircrafts are currently inactive being in storage, with an
average age of 21 years. Over 60% of these (and almost 80% of those over 15 years
old) will not return to commercial service.

Apparently, the demand on aircraft to be returned to commercial service varies
from country to country and but is more true for poorer countries whereas the
presented data reveals the opportunities for the active fleet to be recovered.

“Persistency” of slip bands as a phenomenon for assessment accumulated
damage at the latest stages of metal fatigue

As it is known from the early works on PSBs nature, once formed, PSBs arise
again after polishing and the following repeated loading. This fundamental property of
the PSBs is considered here as a way to assess accumulated fatigue damage of aircraft
even when the inspection is conducted for aging planes. As the monitoring from very
beginning of operation is impossible for such structure the task of fatigue assessment
seems to be too complex.



Nevertheless, the possibilities to reveal accumulated damage by the detection of
hidden slip process exist.

The flat specimens of alclad D16AT alloy were investigated in the fatigue test
procedure. The hole in the center of specimen indicates the stress concentrator and the
points for surface investigation. The specimen is 1,5 mm thick, the diameter of the
hole is 4 mm. Maximum stress of the cycle is 6x=115,4 MPa and stress ratio is R=0.

After the surface polishing the cyclic loading was carried out and deformation
relief was monitored (curve A-B, figure 3). Then, second polishing was carried out to
remove appeared surface PSBs pattern. Specimen was loaded again with smaller num-
ber of cycles under the same stress level (curve C-D, figure 3). Surface relief of larger
intensity with the same principle features has been revealed after the secondary load-
ing. Thus, the secondary deformation pattern reflects accumulated damage on the
stage “from zero” to the first fatigue inspection and from the first inspection to current
check.

For gquantitative assessment of the accumulated fatigue damage, the damage pa-
rameter D should be calculated with the software according to the procedure used ear-
lier [2-6]. The intensity of the surface relief grows according to the logarithmic law.
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Figure 3: Fatigue damage evolution: 1- proved character of deformation relief
saturation and corresponded damage growth; 2 - result of monitoring with primary and
secondary polishing.

On this basis the following procedure for the inspection of the structures with
certain accumulated damage can be proposed:

a) It is presumed that the damage grows from the “zero” state to the “first check”
state accordantly to the beforehand revealed character. The deformation relief on the
surface of structural components is hidden because the surface is not prepared by po-
lishing;

b) After the certain operational time the critical area of component gets polished;

c) After the polishing the airplane operation continues and deformation relief
monitoring starts as well;

d) After the minimized number of operational cycles, the optical analysis is car-
ried out with assessment of the damage accumulated at the initial stage (before polish-
ing) and after polishing.



For the further development of the method the following objectives must be
experimentally solved: a) the depth of polishing must be established; b) the minimum
number of cycles for the persistent slip bands recover must be found.

Assessment of the polishing depth

The assessment of the accumulated fatigue requires special preparation (polish-
ing) of specimen’s surface. This procedure is carried out twice in the laboratory tests
aimed on the method’s details development. First, polishing is conducted before moni-
toring starts and second polishing at the “check point™.

At the same time, it should be mentioned that the practical application of the me-
thod presumes the polishing only once while inspecting.

The assessment of the polishing depth is based on the results of the analysis of
extrusion/intrusion geometry made with scan microscope and interference noncontact
profilometer.

For example, for the specimens of aluminium alloy D16AT with cladding by pure
aluminum loaded under the maximum level of stress 120 MPa and stress ratio R=0
with frequency of loading 11Hz, the height of extrusions as well as the depth of intru-
sions were close to 1.0 um. These are extrusions/intrusions parameters nearby stress
concentrator. At the same time at the distance 1.25 mwm from stress concentrator the
height of extrusions was 0,6 um, and the depth of intrusions — 0.4 um.

Taking into account the results of tests the depth of removed metal was accepted
equal to 1.5 um. This technique should be applied for the laboratory tests at the “check
point”.

The number of cycles to make persistent slip bands revealed

The number of cycles which allows detection of the hidden PSBs remains to be
the most complex question of the discussed method. It depends on many factors as
follow: a) the maximum stresses; b) parameters of cycles; c) fatigue damage
accumulated before check point inspection; d) depth of primary and secondary
polishing, etc.

For current tests the first signs of revealed deformation pattern were observed
after 5000 cycles of renewed loading. In service practice the loading to reveal surface
pattern is carried out after the polishing by operational loads with number of cycles
(flights) determined beforehand by the special research.

Conclusions

The developed earlier methods for fatigue damage assessment based on the
guantitative analysis of surface deformation relief of new structures can be extended to
the method for aging aircraft fatigue analysis.

To provide the fatigue monitoring after partly exhausting service life, the
fundamental feature of persistent slip bands to recover under the continuation of
loading is proposed to be use.

The proposed method is now under development. The considerations presented in
the paper and preliminary experimental results would suggest the cycle of research be
continued.
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EKCTPY3IMHO-THTPY3IMHA CTPYKTYPA IIOBEPXHI OBIIIMBKH
JITAKA SIK IIOKASHUK BTOMHOI'O HOIIKO/?’KEHHS CTAPIIOYNX
JITAKIB

B cratTi po3risgaeTbes HOBHIM MiJIXif 0 BU3HAYEHHS HAKOITMYEHOTO0 BTOMHOTO TOIIKOKEHHS
KOHCTPYKIIH JIiTakiB, fKi MalOTh 3HAYHWH HAMIT 1 MOTpeOylOTh OLIHKKA (PaKTHIHOTO
3aJIMIIKOBOTO PECypCy.
B gKoCTi mMOKa3sHMKa HAKOMHMYEHOTO BTOMHOI'O MOIIKO/DKEHHS PO3IJINAETHCS HACHUYCHICTH
nedopmamiifHoro penbedy TMOBEpXHI OONIMBKHA JliTaka, BHUTOTOBJICHOI 3 TUIAKOBAHUX
AITFOMiHIEBUX CIUIABIB.


https://repository.tudelft.nl/search/aereports/?q=creator%3A%22Wanhill%2C%20R.J.H.%22
https://repository.tudelft.nl/search/aereports/?q=title%3A%22Effects%20of%20cladding%20and%20anodising%20on%20flight%20simulation%20fatigue%20of%202024-T3%20and%207475-T761%20aluminium%20alloys%22
https://repository.tudelft.nl/search/aereports/?q=title%3A%22Effects%20of%20cladding%20and%20anodising%20on%20flight%20simulation%20fatigue%20of%202024-T3%20and%207475-T761%20aluminium%20alloys%22
https://repository.tudelft.nl/search/aereports/?q=title%3A%22Effects%20of%20cladding%20and%20anodising%20on%20flight%20simulation%20fatigue%20of%202024-T3%20and%207475-T761%20aluminium%20alloys%22
https://repository.tudelft.nl/search/aereports/?q=institution%3A%22National%20Aerospace%20Laboratory%20NLR%22
https://repository.tudelft.nl/search/aereports/?q=type%3A%22report%22
https://repository.tudelft.nl/search/aereports/?q=year%3A1985
https://repository.tudelft.nl/search/aereports/?q=year%3A1985
http://avolon.aero/wp/wp-content/uploads/2015/03/Avolon-White-Paper-FInal-30-March-2015.pdf
http://avolon.aero/wp/wp-content/uploads/2015/03/Avolon-White-Paper-FInal-30-March-2015.pdf

Jedbopmaniinuii penbed € CyKyImHICTIO €KCTPY3iH, iHTpy3ii Ta CTIHKMX CMYT KOB3aHHS, SIKi
(opMyIOTECSL 1 PO3BHBAIOTHCA B TMPOIECI IHMKIIYHOTO HAaBaHTa)KyBaHHA. MOXKIHBICTh
KUTBKICHOI OIIHKH eopMamiifHOro penbedy ToBeneHa B MOMepenHix podoTax aBTOpIB.
[Ipo6reMHIM MOMEHTOM paHilIe 3apOIIOHOBAHOTO METOLy Oyia HeoOXiAHICTh MOHITOPHHTY
CTaHy IOBEPXHI BiJ] caMOTro MOYATKy eKCIUTyaTallii JiiTaka, TOMy II0 nehopMamiiHuil persed
BUSBJSIBCA TUIBKM Ha TOMEPENHBO MIATOTOBICHMX TONIPYBaHHSAM [MUISHKAaX IIOBEPXHI 1
BiJOOpakaB TIOIIKOJDKCHHs, HAKONMWuUeHEe 3a rmepiox MoHiTopuHry. Ile oOmMexysano
MOXJIMBOCTI OI[IHKH CTaHY €JIEMEHTIB KOHCTPYKIII CTapirouoro mapky JiTakis.

B ocHOBI HOBOTO MeTOAY JI€XKHUTH (pyHIaMEHTaIbHA BIACTHBICTh CMYT KOB3aHHS — IX CTIHKICTB,
TOOTO 3110HICT TOBTOPHO BUXOJUTH HA IMIOBEPXHIO ITiCIIS MOJIIPYBaHHs MOBEPXHI 1 TUKIIYHOTO
HaBaHTAXXyBaHHSI.

AKTyaJIbHICTP METOJAY WIiATBEp/KEHA pPE3yJIbTaTaMH CTATHCTHYHOTO JIOCHTI/DKEHHS, sKe
MOKa3ajio, M0 B TEHEpillHiH Yac B CBiTI He BHUKOPHCTOBYyeTbes Oinmpmie 2000 miTakiB
CTapilovoro MapKy JiTaKiB.

BpaxoByroui BemMKy KIUTBKICTH JITaKiB, eKCIUIyaTalis SKAX MpPUIAHEHAa B 3B 53Ky 3
HEBU3HAYCHICTIO (pAKTHYHOTO 3aJMIIKOBOTO pecypcy, HOBUH METOJ Mae 3HaYHE MpPAKTHYHE
3HAYCHHS.

B crarTti HaBeAeHO AaHI MPO HPUPOAY AePOpPMAIiTHOTO penbedy MOBEPXHi, IOKa3aHO, IO
eKCTpy3il, IHTPY3il Ta CMyrd KOB3aHHS MOXKHA CIOCTEpPIraTd Ha TMOBEPXHI IUIAKOBAHHUX
KOHCTPYKLIMHHX aNIOMIHIEBUX CILUIaBiB 3aC00aMHU ONTHUYHOI MIKPOCKOIMIi, HABEAEHO JAaHi Mpo
EBOJIIOLII0 HACHYEHOCTI lepopMaliiHOro peibedy NOBEPXHi.

[IpencTaBneHo pe3yiabTaTH OPUriHAJIBHUX EKCIIEPUMEHTIB, SIKi BKa3ylOTh Ha MOJKJIUBICTh
BUSBJICHHS CTIHKMX CMYTI KOB3aHHS Ha OOIIMBIN JITAKiB 31 3HAYHUM HAIpAI[FOBAaHHIM 1
KUTBKICHOT OIIIHKM HAKOIIUYEHOT0 BTOMHOT'O ITOLIKO/KCHHSI.

Knrouosi cnoea: crapiHHA IiTaka, aBialliifHa BTOMa, EKCTPY3is, IHTPY3is, CTiIHKI cMyTH
KOB3aHHI, OL[IHKa BTOMHOTO ITOIIIKO/IKECHHSI.
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