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FOREWORD

This AGARD Lecture Series No. 110 on Atmospheric Electricity - Aircraft Interaction
is sponsored by the Avionics Panel of AGARD and is implemented by the Consultant and
Exchange Programme.

The potential susceptibility of aircraft to atmospheric electricity hazards (such as
lightning and static charging phenomena) appears as an increasing threat to future aircraft for
two reasons: on the one hand, more and more sensitive solid-state electronics and micro-
processors will be used in the future on flight critical equipment, as can be anticipated from
advanced guidance and control hardware developments: on the other hand, new structural
materials, such as dielectrics and composites, will be extensively used for aircraft, leading to
potential problems due to surface charges and reducing the electromagnetic shielding protection
offered by the conventional metallic skins on present-day vehicles.

Starting with fundamentals of atmospheric electricity phenomena, the Lecture
Series reviews the hazards, criteria, testing and avionics protection, and provides insights
from both pilot and design perspectives. In view of the above, this Lecture Series should
be of interest to aircraft manufacturers, airline operators, government and industrial research
establishments, and avionics engineers.

G.A. DuBRO
Lecture Series Director
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ATMOSPRERIC ELETICITY INTERACTIONS WITH AIRCRAFT: AN OVERVIEW

by

Gary A. DuBro
Air Force Wright Aeronautical Laboratories

Wright-Patterson Air Force Base, Ohio 45433
USA

SUMARY

Concern for the vulnerabllty of aircraft flight-critical and mission-critical avionics
to atmospheric electricity hazards has increased over the last fifteen years. The major
hazards of concern are lightning and static electrification. Two primary factors have
contributed to a potentially increased threat to new generation aircraft: (1) increas-
ingly widespread use of sensitive microelectronics in flight-critical and mission-criti-
cal electronic and electrical systems; and (2) the reduced electromagnetic shielding
afforded by many advanced aircraft structural materials.

In this paper, a description of the atmospheric electricity interaction with aircraft
and the manner in which it impacts the aircraft avionics is summarized. Key areas of
pertinent research and development are identified and the present state-of-the-art in
each of these key areas is presented.

INTRODUCTION

Have you ever stood outside, mesmerized by an approaching thunderstorm? It's a show
as spectacular as any you might see. Just close your eyes and picture it - the dark
swirling clouds circling overhead, the crack of some phantom thunder whip, the darting
path of lightning streaking across the sky. Its awesomeness is indeed something to
behold.

To aircraft pilots, such acts of nature are also something to avoid if at all possible.
The effects of lightning, hail, and turbulence have caused a considerable amount of
damage to aircraft, with the integrity of flight itself a critical concern to smaller
aircraft. With foresight to the future trends of modern aircraft design, the concern
will manifest itself to all classes of vehicles, unless appropriate protection is in-
corporated. Of those hazards noted, atmospheric electrical phenomena pose the most
severe threat to the new generation of sophisticated aircraft now emerging. Such is
the topic for this lecture series - the interaction of aircraft with atmospheric
electrical phenomena. A special emphasis will be placed on the impact of such phenomena
as they affect aircraft avionics and the associated electrical systems.

With respect to the adverse impact to modern-day aircraft, there are two primary natural-
ly-occurring electrical phenomena - lightning, and static electrification. The most
familiar and dramatic of these is, of course, the lightning flash. Indeed, since the
beginnings of mankind, lightning has aroused man's curiosity of the world about him, and
imparted to him the omnipresence of his deities and a feeling of his own being and
smallness. Lightning certainly represents one of nature's most ostentatious shows of
power. It has, to many, connotated a world of the occult, of black-garmented magicians
and sorcerers, of Merlin himself, beckoning evil spirits, or of the great Norse God
"Thor" grasping a thunderbolt in each hand. The spectacle of lightning has been seen
almost everywhere in the world. At any one instant, there may be several thousand
lightning discharges occurring over the surface of the earth. Over the centuries, lightn-
ing has spawned the efforts of many scientists and engineers to study its grandeur, and
its impact on mankind. Much has been done to dispel the sanctity of its mystery. From
the eighteenth century experiments of Benjamin Franklin and his famous kite to the more
recent electromagnetic measurements from around the world and the rocket-lightning
triggerings in Florida' and St. Privat D'Allier 2 , man has actively reached out to under-
stand. Be this as it may. his present knowledge of the subject still remains far from
complete or adequate.

LIGHTNING

The detailed description of what is presently known, as well as those present ongoing
efforts to characterize the phenomenon will be discussed at great lengths later in the
lecture series, however, as a matter of introduction, a short description will now be
presented. Suffice it to say the occurrence of lightning is usually associated with
some form of charge separation process in a cloud, and the subsequent creation of
positive and negative charge centers. When the local potential near one of the charge
centers exceeds the threshold for atmospheric breakdown, a discharge results. If the
event occurs within a cloud, it is called an intra-cloud lightning; if the event occurs
between clouds, it is called an inter-cloud event. Another common circumstance is that
during the charge separation process, the base of the cloud becomes negatively charged.
In opposition to this, an image charge of opposite polarity develops on the earth. As
in the inter- and intra-cloud events, when the local conditions are such to support
atmospheric breakdown, a discharge occurs. A lightning channel will be formed which
in some random step-wise fashion propagates to the ground. This will be followed by a
luminous high current surge through the already-established ionized channel. This entire
process is called cloud-to-ground lightning.
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Figure 1 illustrates the cloud-to-ground process including the attachment to an aircraft.
In the first scene (Figure la), the initial lightning discharge has been initiated. This
portion of the event is called the stepped-leader phase. It is seen that as the lightn-
ing path approaches the aircraft, "streamers" emanate from the aircraft extremities.
In Figure lb, the lightning stepped-leader has attached to one of the streamers and
subsequently enters the aircraft skin. The current levels associated with the stepped-
leader phase are on the order of a thousand amperes, however, the time rate of change
of the local electric field may be exceptionally high. In the next scene (Figure lc),
the lightning channel leaves the aircraft at some extremity and jaggedly winds its path
towards the earth. As in the case of the aircraft, upward streamers from the ground
can be observed. In scene ld, contact between the stepped-leader and the upward ground
streamer has taken place, and a large current surge races back up the established
ionized path. This is referred to as the "return stroke". The average current magni-
tude associated with this phase of the event is approximately 30,000 amperes, with some
small percentage of return strokes having been recorded at in excess of 200,000 amperes.
Recent measurements indicate a characteristic rise time of the return stroke to reach
peak current on the order of 100 nanoseconds'. Eventually, the return stroke will
reach the cloud; however, the lightning event is not yet complete. As the return stroke
reaches into the cloud to neutralize nearby charge centers, considerably more branching
and diffusion occurs as the process becomes one of neutralization over a considerably
larger volume. The current levels of this phase are much less than those experienced
during the return stroke phase, say, on the order of hundreds of amperes. The initial
portion of this phase is called the intermediate current phase, and the later portion
is referred to as the continuing current phase. As the process taps new charge centers
in the cloud, a repeat of the entire process occurs, except that an ionized channel al-
ready exists. The repeat process is referred to as the "restrike" and usually occurs
several times. An idealized waveform is shown in Figure 2 with the significant phases
of the lightning event identified.

STATIC ELECTRIFICATION AND DISCHARGE PROCESSES

The second type of atmospheric electrical activity which is to be discussed in this
lecture series is that of static electrification, and the subsequent resulting discharge
processes. Static electrification comes about as the result of two materials coming
into contact, and then being separated. As a result of this contact and separation,
a charge separation process occurs, and the two materials become oppositely charged.
This is indeed the situation when an aircraft comes in contact with precipitation or
particulate matter during flight.

Precipitation, such as ice or rain, impacts the aircraft. As the process is continued,
the charge on the skin of the aircraft is increased, thereby increasing the aircraft
potential. When the localized potential exceeds the threshold for atmospheric break-
down, discharges may occur, usually at the aircraft extremities and antenna ends. These
discharges can produce a continuous ultraviolet glow, particularly visible at night,
called St. Elmo's Fire or corona. Figure 3 illustrates corona phenomena on a laboratory
model of an aircraft. Static electricity will be the topic of four papers within this
lecture series, and will not be discussed in depth in this paper.

HAZARDS TO AIRCRAFT

Atmospheric electricity interactions with aircraft can result in numerous types of
damage. For the case of lightning, the lightning channel will generally attach to an
aircraft extremity, and subsequently pass the current through the aircraft skin. Such
an event can result in damage of two basic types. The most obvious type is that of
physical damage resulting from a direct attachment. Such damage is characterized by
burning, eroding, blasting, etc., and is a consequence of either the extreme heat loading,
an accompanying acoustic shock wave, or deforming magnetic forces, all of which are
associated with the high current aspects of lightning. Such effects have been commonly
referred to as "direct effects". Since attachment occurs at aircraft extremities, direct
damage is usually observed at radomes, pitot booms, external antennas, and wing lights.
Figure 4 is an example of direct effects damage-to an aircraft radome. On rare occasions
the currents have penetrated the skin via an attached internal electrical cable or via
the burn-through of the aircraft skin. Potentially, more serious damage can result, such
as avionics burnout or even more "seriously, fuel tank explosions. In general, however,
direct physical damage does not pose a safety of flight concern, although it is indeed
a maintenance concern. Technology to address the current penetration issue is well de-
veloped, and is now in common usage in aircraft design.

With the passage of significant electrical current magnitude through the aircraft skin,
and as a result of localized arcing and electrical streamers, fast changing electric
and magnetic fields are produced. Nearby lightning also produces electromagnetic fields
which intercept the aircraft. In either case, these fields can couple voltage transients
into the internal aircraft wiring, and subsequently to the aircraft avionics. The voltage
levels of such transients may be sufficient to cause damage and/or upset to the newer
generation avionics systems. The type of damage which can occur to sensitive microelect-
ronic components as the result of transient overvoltage is shown in the photomicrograph
(Figure 5). Effects associated with this type of interaction are aptly referred to as
"indirect effects". Static discharges can likewise cause transient overvoltage problems
as is the case with lightning. It is this type of damage, i.e., "indirect effects", which
poses the most severe threat to avionics, and which is to be emphasized throughout the
lecture series. The specific types of damage to aircraft, the resulting causes, and
identification as to the potential criticality of such damage to the aircraft are noted
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in Table I. Both direct and indirect effects damage are 
listed in that table. It has

been reported that the incidence of lightning to commercial aircraft is approximately
once in 3000 hours of flight", or in more practical terms, about once per year. US Air
Force experience suggests a rate somewhat less, about one strike every 20,000 hours. In
the time frame 1963 to 1978, no less than nine US aircraft have been lost as the result
of a lightning strike. The point to be made here is that from an aircraft designer's or
an aircraft pilot's perspective, lightning is not an infrequent occurrence. It should be
noted that as a result of these losses, various design changes have been made.

Over the last decade, outstanding improvements in aircraft performance have been realized.
This progress is, to a great degree, attributable to two fast-advancing technologies:
microelectronics and advanced structural materials. Consistent with the use of these
emerging technologies has been a change in aircraft design philosophy, so as to take
fullest advantage of the benefits that the technologies might offer. Concepts such as
fly-by-wire, digital engine controls, and propulsion/flight control integration, to name
but a few, have become a reality. The trend to the future promises even greater capa-
bilities. However, the incorporation of these technologies in the new generation air-
craft is not without some attendant concern. As pertains to atmospheric electricity
hazards, the concern has prompted a comprehensive examination of the impact of electro-
magnetic coupling on advanced systems.

The concerns are three-fold. First, the avionics and electrical systems use microelectro-
nics which operate at substantially lower power levels than earlier electronic components,
and hence, are more sensitive to transient overvoltage. Such overvoltage could result
in system upset or malfunction, or even component burnout. Secondly, newer materials
such as graphite or boron-epoxy composites do not provide the same degree of electro-
magnetic shielding in the 10 kHz to 1 MHz frequency band as has been afforded by con-
ventional all-aluminum aircraft. Within the specified frequency band, the use of com-
posites subjects the internal avionics subsystems to higher levels of electromagnetic
energy. And thirdly, the microelectronics are being incorporated into flight critical
systems, systems that, if affected, could jeopardize the aircraft safety. To reiterate,
it would appear that advanced-electronics flight-critical and mission-critical avionics
which are to be utilized in advanced aircraft are inherently more sensitive to upset/
malfunction or physical damage, and are to be used in airframes which allow increased
levels of coupling energy to pass through the skin to those internal avionics. Indeed,
appropriate protection techniques must be integrated to remove the possible hazard.

APPROACH TO THE PROBLEM

In order to address the problem, i.e., to insure the safety of flight of advanced
technology aircraft in an adverse atmospheric electromagnetic environment, a systematized
approach has been developed. There are four basic areas of effort. The relationship
between these areas is schemiltically treated in Figure 6. The first basic area is the
hazard characterization area and determiniation of the intrinsic hardness levels of
electronics and materials. The inputs from accident investigations provide some assis-
tance in the identification of aircraft vulnerability to the atmospheric electricity
hazards. However, the major effort is in understanding the hazard itself, specifically
in those ways it may effect the aircraft. The second primary area is that of assessment
methodology. This area has two complementary facets testing/simulation and
analytics. The work in this area is concentrated on increasing the general understanding
of the physics of the aircraft-lightning interaction and on developing specific laboratory
threat simulation testing techniques. The prime objective of this testing development
activity is to provide design inputs for aircraft protection as well as for qualification
for safety of flight. This area is coupled closely with the characterization area in
that the input source driver for simulations is an output of characterization research.
The third area concerns the identification of hardening options for potentially vulnerable
subsystems. This includes the baseline definition for hardness for state-of-the-art
avionics and subsystems and determination of the effectiveness of the various hardening
options. The aircraft protection and hardening area is also tied to the assessment/
methodology area in that once the impact of the hazard has been assessed, an input to
more effectively design appropriate level of protection may be made. The fourth and
final area is that of optimized hardening and qualification. This includes establishing
trade-offs between hardening options as dictated by system performance, hardening effi-
ciency, system criticality, cost, maintainability and, reliability, and ease of incor-
poration. The development of generic guidelines based upon the above-noted trade-cffs
and validation of the optimization are follow-on steps. Subsequent to all four major
areas will be the establishment of standards and specifications for the testing of
aircraft to atmospheric electrical hazard threats. Major aspects of the technology
roadmap are summarized below.

CHARACTERIZATION OF THE THREAT

A rather extensive data base has been established over the past forty years, most of which
has been taken from ground-based stations. These measurements have been obtained world-
wide by noted atmospheric electricity phenomeiologists. From their work has come most of
what is know of the mechanism by which thunderstorms develop, and of the detailed progress
of a lightning flash.

In addition to the ground-based data, there have been airborne measurement programs.
Fitzgerald made the initial measurements in the early 1960's in the US Air Force Rough
Rider Program s. The major problem with the above-noted measuremea ts, both airborne and
ground-based, was the lack of instrumentation sufficiently responsive in the time/frequency
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domains of interest i.e., the primary resonance frequency of the aircraft. It has only
been recertly that the state-of-the-art in sensing and recording instruments necessary
to characterize lightning in the frequency domain of maximum coupling to aircraft has
been possible.

The first such program to utilize the high speed equipment was a joint NASA/Air Force
Flight Dynamics Laboratory (AFFDL) program conducted in association with the 1976
Thunderstorm Research International Program (TRIP 76)617. Because of numerous reasons,
up until that time it had been surmised by the aircraft/lightning community that the
threat posed to aircraft via electromagnetic coupling was a relatively low frequency
phenomena. The work by Cianos and Pierce' had analyzed considerable amounts of data
from many investigators to define the power spectral density of lightning, The results
of the analysis showed the peak to occur in the 1-20 kHz range, and the associated energy
to fall off as 1/f or 1/f2 . The TRIP 76 experience clearly demonstrated that lightning
has significant high frequency content which could couple into the aircraft and its
associated avionics. Up until that time, the energy acceptance of the aircraft was con-
sidered to be a low frequency phenomenon. The TRIP 76 results quite definitely showed
that the aircraft indeed, acts as an antenna, and accepts energy in a frequency range
dependent on the aircraft configuration; both the external structure and the internal wire
lengths. AFFDL has continued to pursue the characterization effort since TRIP 76, and
has made steady progress in developing the instrumentatior, system so that a clearer
understanding of threat in known". Similar efforts are presently underway by NASA Lang-
ley Research Center 0 , and in France"

Added information may be obtained as a result of lightning triggering experiments. This
approach has been successfully demonstrated by Newman' in the USA, and Fieux and Gary' of
St. Privat D'Allier in France, using rockets with trailing wires. Such experiments may
provide a controlled means of studying lightning, but at present, more attention is being
directed toward the triggering process itself, rather than the measurement of lightning
characteristics.

ASSESSMENT METHODOLOGY

The assessment function is viewed as having three purposes: (1) understanding the physics
of the interaction, (2) establishing engineering design and protection criteria, and
(3) qualifying specified test objects to some threat level. Two complementary approaches
are used in the assessment process experimentation and analytics, both of which
will be discussed at length in the lecture series. Active research is presently being
pursued with both approaches.

SIMULATION AND TESTING

A complete simulation of a natural lightning flash cannot be achieved in the laboratory,
thus it is necessary to develop tests which reproduce only portions of the event. This is
accomplished with the aid of high voltage or high current generators. The high voltage
characteristics of lightning have been shown to establish probable attachment points,
likely breakdown paths, and streamer effects; high currents are used in the assessment
of direct and indirect effects.

In an attempt to standardize test procedures and test waveforms for the aerospace community,
a special committee under the Society of Automotive Engineers (SAE) was established in
the 1970's. The committee, called the AE4L, developed a document describing waveforms
and tests criteria. The document was aptly titled "Lightning Test Waveforms and Tech-
niques for Aerospace Vehicles and Hardware". 12 A similar document was generated in the
UK." The information presented in these reports is based on the best available knowledge
of the natural lightning environment coupled with the practical consideration of state-
of-the-art laboratory equipment and techniques.

Both direct effects and indirect effects testing procedures are specified. An excellent
review o 'he state-of-the-art in lightning testing can be found in the proceedings of
the "Coniference on Certification of Aircraft for Lightning and Atmospheric Electricity
Hazards". 14 A brief description of these tests now follows:

Full Size Hardware Attachment Point Tests

This attachment point test is conducted on full size structures that include
dielectric surfaces in order to determine the detailed attachment points on
the external surface. If the entire surface is nonmetallic, however, the test
determines the path taken by the lightning arc in reaching a metallic structure.
A high voltage impulse generator, such as a Marx-type generator, is used for this
test. The gap spacing between the generator and the test object is critical as is
the waveshape of the applied wave. Since the test specification is based on
information now known on the natural phenomena, it cannot be stressed enough
that all new and future measurements of lightning acquired by in-flight as well
as ground based measurements will benefit simulation testing in accuracy and
validity.

Direct Effects - Structural

These tests determine the direct effects which lightning currents may produce in
structures. Simulated lightning current waveforms are applied. The attachment
points are established before testing, and it is the waveshape magnitude and
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dwell time that are important in this type of test.

Direct Effects - Combustible Vapor Ignition Via Skin or Component Puncture, Hot
Spots or Arcing

The objective of these tests is to ascertain the possibility of combustible vapor
ignition as a result of skin or components puncture, hot spot formation, or
arcing in or near fuel systems or other regions where combustible vapors may exist.

Tests are run on full scale fuel tanks, wings, or mockups of both to determine
ignition sources. Photography is the means to determine if sparking is present
inside the test chamber.

Direct Effects - Streamers

Electrical streamers initiated by high electric fields represent a possible
ignition source for combustible vapors. The objective of this test is to deter-
mine if streamers may be produced in regions where vapors exist.

Direct and Indirect Effects - External Electrical Hardware

The objective of the direct effects tests is to determine the amount of physical
damage which may be experienced by externally mounted electrical components,
such as pitot tubes, antennas, navigation lights, etc., when directly struck
by lightning. The indirect effects test is performed to determine the conducted
currents and surge voltages, and induced voltages on these electrical components.

Model Aircraft Lightning Attachment Point Test

The objective of the model test is to determine the locations on the vehicle
that direct lightning strikes are likely to attach. Size of the models (1/30
to 1/10 full scale) is important, as is placement of the high voltage electrode
distance from the model and the waveform risetime.

Full Size Hardware Attachment Point Test-Swept Stroke Test

It is possible when lightning attaches to an aircraft for the arc to sweep across
the surface of the wing or fuselage, attaching and re-attaching, as the aircraft
moves forward relative to the lightning channel.

The dwell time of an arc is a function of the lightning flash characteristics,
surface properties of the aircraft skin, and aircraft speed. Swept stroke
attachment point and dwell time phenomena are of interest for two main reasons.
First, if there is a nonmetallic surface along the path over which the arc may
be swept, the swept stroke phenomena may determine whether the nonmetallic sur-
face will be punctured or whether the arc will pass harmlessly across it to the
next metallic surface. Second, the dwell time of an arc on a metallic surface
is a factor in determining if sufficient heating may occur at a dwell point
to burn a hole or form a hot spot capable of igniting combustible mixtures or
causing other damage.

Indirect Effects - Complete Vehicle

The objective of this test is to measure induced voltages and currents in
electrical wiring within a complete vehicle. Complete vehicle tests are in-
tended to identify circuits which may be susceptible to lightning induced effects.

The test involves the application of a scaled down unidirectional waveform
representative of a natural lightning stroke or a damped oscillatory current
waveform. The results of these tests are then scaled up to full threat level to
determine the actual threat to the system measured. Other test procedures
which accomplish the same objective are presently being examined, but as yet,
have not been incorporated into the SAE-AE4L document.

ANALYTICS

It should first be recognized that electromagnetically, an aircraft is a very complex
structure, and hence, does not easily lend itself to a precise prediction of induced
effects. Analytical efforts complement experimental research programs in determining
the governing physics, and hence, give the aircraft/lightning community a direction for
aircraft qualificetion and engineering testing, and assist in the selective integration
of hardening options.

Three specific aspects of the lightning aircraft interaction have been addressed by the
analytical community. These include (I) the lightning arc channel itself, (2) the ground-
based lightning simulation tests, and (3) the electromagnetic coupling to internal electri-
cal wiring. The primary objectives of these efforts have been to understand the physical
processes involved in the complex coupling process.

Until recently, only a paucity of work on the various aspects of lightning arc channel
modeling had been reported. A renewed interest has been spawned recently in an attempt
to more accurately quantify not only the physics of the channel propagation, but the
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associated time and frequency characteristics, the influence of altitudes on waveform,
the generation of electromagnetic fields, and the impact of an aircraft within the channel.

The technical area of ground-based simulation testing for induced coupling effects has
in itself beeu developed for only a decade, with by far the greatest effort going into
understanding by laboratory experimentation. The work accomplished at AFFDL by McCormick,
et al., ,s and at Culham by Burrows 6 represents analytical efforts to examine justifi-
cation for testing. The major questions which have plagued this area include linearity,
scaling, facility effects, and aircraft effects. Additional work on the influence of
ground effects and static charging has also been accomplished. The Air Force Weapons
Laboratory has conducted extensive work in the related area of nuclear electromagnetic
pulse testing, but until very recently has provided minimal input into analytics for the
lightning test area. Some analytical treatment has been accomplished in other aspects of
testing - specifically fuel volatility to spark ignition, long arc attachments, and
puncture on metal skins.

The third major area of effort has been directed toward the understanding of the governing
physical process for the electromagnetic coupling of fields generated by lightning strokes
through aircraft skins and outer structures. Some initial efforts were reported by
Fisher, et al. (1973, 1977), Strawe, et al. (1978),"9and Burrows (1975, 1977).16,20 The
earliest work addressed diffusive and aperture coupling via magnetic field coupling.
Magnetic field coupling was pursued because, initially, the major degree of coupling
was thought to be low frequency dominated, and the influence of the aircraft configuration
on the level of coupling was assumed negligible. Subsequently, through extensive ground
tests and the results of the TRIP 76 AFFDL/NASA effort, capacitive effects/electric field
coupling at the aircraft electromagnetic resonant frequencies (1-30 MHz) were investigated.
The discovery of transmission line effects also prompted some additional analytical re-
search. As in the testing area, AFWL has developed a vast data base in electromagnetic
coupling to aircraft within the frequency range of interest, but as yet, has had little
impact in the lightning analytics area.

HARDENING

The heart of whether an aircraft is vulnerable to an atmospheric electricity threat, is
the adequacy of protection put into the aircraft. However, the incorporation of advanced
microelectronics into flight critical systems has significantly complicated the design
approach to the previously noted threats. There is no one method applicable to all
situations or configurations. The hardening process must be carefully blended with other
design considerations -criticality of the system being protected, aircraft perform-
ance, life-cycle considerations, effectiveness of the hardening options, and ease of
implementation. There are numerous options to each requirement, but one must optimally
choose the option which satisfies the trade-off considerations.

For the case of protection against direct effects, technology has been continually evolving
for thirty years. External hardware (e.g., air data probes, antennas, radomes, navigation
lights, windshields, canopies and other objects mounted on the external surface of the
aircraft) have had to be designed to safely conduct lightning currents, and to prevent
surges from being coupled into associated electrical wiring, if present. Arc surge
suppressors and shielded cables have been developed to limit induced voltages caused by
lightning surge currents. Metal diverter strips have been applied to radomes and canopies
to prevent puncture of dielectric covers from lightning strikes. Fuel system hardware
(e.g., fuel tanks, access doors, filler caps, quantity probes, drains, vents, plumbing
and other components in contact with fuel) have received special attention because of the
catastrophic consequences of fuel vapor ignition that can be caused by arcing, sparking,
and hot spots due to lightning attachment. In some cases flame arrester and surge tank
protection are used to minimize the danger from sparking. Flight control hardware (e.g.,
control surface hinges and bearings, actuators, and cables) must be capable of conducting
lightning surge currents without damage or freeze-up.

For indirect effects, hardening techniques have generally been divided into two comple-
mentary types: (1) topological and (2) functional. The first type is the protection
provided at various layers of an aeronautical system (e.g., hull, compartments, cables,
and subsystems). Techniques include ports-of-entry closures, isolation devices, shielding,
suppression, and terminal protection devices. The objective is to reduce the induced
lightning transients to a level such that neither upset nor damage is a problem. The
second type is protection provided against both upset and damage by selecting components,
design redundancy (component, circuit, and subsystems), coding and signal processing
techniques, circumvention techniques, and designing to increase failure thresholds for
subsystems.

A LOOK TO THE FUTURE

Great strides have been taken by the technical community over the last decade in ad-
dressing the basic concern of avionics susceptibility to lightning and static electri-
city hazards. First and foremost has been the identification of the key research areas
required to resolve the problem and the establishment of meaningful interrelationships
between these areas. One perception of the research areas and those interrelationships
has been presented in this paper as a technology roadmap. Within the guidelines of the
prescribed roadmap, it would appear that the "lightning" community is on the threshold
of establishing the critical parameters and their associated magnitudes. Three major air-
borne programs and numerous ground measurement programs are presently underway; essential
to the successful accomplishment of these efforts is the incorporation of high frequency
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recording capabilities.

Efforts to understand the electrow.gnetic coupling to internal aircraft wiring have
seen a blended approach between theory and experiment. This is recognized as a very
challenging problem, and the application of basic elements from nuclear electromagnetic
pulse (NEMP) protection technology development is presently being pursued. As regards
testing, a set of standarized test procedures is under review by many countries and by NATO.
The elements of these test standards have been developed within the last decade. Efforts
to establish a more firm scientific basis for many of the testing procedures are likewise
underway.

Hardening technology is available for most atmospheric electricity indirect effects
problems; however, the issue is how to optimally use the available options, and selective-
ly integrate those options to minimize impact on cost, performance, and design, and at
the same time, guarantee integrity of flight in advanced technology aircraft. The in-
corporation of new technologies such as fiber optics should see widespread use in the
future, and greatly aid in hardening efforts.

As has been seen in this paper, the solution to those problems posed by the atmospheric
electricity interactions with advanced state-of-the-art aircraft requires the blending
of many diverse disciplines so that aircraft can be operational in an all-weather en-
vironment.

It is paramount that one not lose sight of the basic objectives of the research discussed
herein. We wish to encourage and support the maximum utilization of the newly emerging
technologies of microelectronics and advanced structural materials. Indeed, these tech-
nologies could significantly advance aircraft operational capabilities. The effort of
the "lightning/aerospace" community is intended to guarantee that no compromise of
flight safety will occur as a result of the incorporation of such technologies. However,
an equally significant goal, not to be forgotten, is to insure that the safety guarantee
be accomplished in such a manner as to minimally impact the benefits derived from the
opportunities provided by such technology.
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Table 1 - Atmospheric electricity threats to aircraft

Hazard Cause Hazard Criticality

Malfunction/failure of Low tolerance to electrical Minor to catastrophic
electronic control systems transients caused by direct/

induced lightning or static
electrification effects. May
simultaneously affect parallel
'redundant' system.

Fuel tank fire or explosion Fuel vapor ignition caused by Minor to catastrophic
static electricity or lightning
effects.

Loss of engine power Possible lightning acoustic Minor to catastrophic
shock at engine inlet, or elec-
trical transient effects on
engine controls.

Inadvertent release/ignition Premature activation caused by Serious to catastrophic
of external stores lightning or static electrifi-

cation effects.

Radome, canopy, and wind- Direct lightning strikes; arc Minor to serious
shield damage discharge caused by static elec-

tricity buildup.

Instrumentation problems/com- Transient effects caused by sta- Minor to catastrophic
munications, navigation & tic electricity buildup & direct
landing system interference and nearby lightning strikes.

Structural damage Direct lightning attachmcnt to Minor to serious
aircraft.

Physiological effects on crew Flash blindness & distracting Minor to catastrophic
or disabling electrical shock
caused by direct & near lightn-ing strikes.
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(a)

.a

(d)

Figure 1. Lightning Aircraft Interaction
(a) Stepped-leader approaching aircraft
(b) Stepped-leader attachment to aircraft
(c) Stepped-leader approaching the ground
(d) Return-stroke through the aircraft
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Figure 2. Generalized waveshape of current in negative cloud-to-ground

lightning. (Note that drawing is not to scale.)'
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Figure 3. Example of corona on an aircraft model.

Figure 4. Example of "direct effects" Figure 5. Photomicrograph of "in-

damage. direct effects" damage to
an integrated circuit
caused by transient over-
voltage.
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AIRCRAFT MISHAP EXPERIENCE FROM ATMOSPHERIC ELECTRICITY HAZARDS

Don W. Clifford
McDonnell Aircraft Company

St. Louis. Missouri

SUMMARY

Aircraft mishaps resulting from in-flight lightning strikes can range from inconsequential to catastrophic, although even the incon-
sequential mishaps can be alarming until it is determined that no damage has been done. Lightning discharges to aircraft in flight are not
uncommon. Usually, however, little or no damage results from the strike. Nonetheless, occasional incidents of major, and even catastro-
phic proportions do occur, and therefore care must be taken to ensure that the lightning hazard is well understood and accounted for in
the manufacture and operation of modern aircraft.

This paper seeks to establish a basic understanding of how lightning affects aircraft, based upon both military and commercial exper-
ience. Pilot reports of some representative incidents will be described in some detail, illustrating how the various atmospheric conditions
and interaction mechanisms have affected aircraft operations. A summary of in-flight mishap conditions will then be presented describ-
ing the range of flight circumstances under which aircraft are usually struck. Finally, the interaction of high current arcs with structural
and external electrical hardware, the effects of electromagnetic coupling to interior avionics and the effects of corona and high voltage
sparking will be discussed.

INTRODUCTION

Lightning strikes to aircraft occur over a wide range of atmospheric and flight conditions and produce a variety of effects on all types
of aircraft. The purpose of this paper is to establish some perspective on the problem by reviewing the statistics of the number and types
of lightning related mishaps that occur, and then by describing some actual flight incidents. The in-flight weather conditions most likely
to be present will be summarized; then the physical interaction processes involved and the resulting effects on aircraft struck by light-
ning will be described.

MISHAP EXPERIENCE

Lightning Mishap Statistics
In Reference 1, P.B. Corn reports the following U.S. Air Force statistics as of February 1979. "More than half of all Air Force weather-

related aircraft mishaps are caused by lightning strikes. The USAF financial loss incurred in such mishaps exceeds 21 million dollars in
the past five years, besides two aircraft lost with eight lives in 1978 alone. In the past ten years, seven USAF aircraft losses have been
confirmed as lightning-related, two others ascribed to lightning as a likely cause, and over 150 serious mishaps reported. Imputed mecha-
nisms include pilot disorientation and instrument failure (F-i 1I, F-106), flight control failure after high current penetration (F-I lI F),
fuel tank explosion, dual engine flameouts with electrical failure (F-4), fuel tank burn-through and explosion (C-I 30E), and failure of
unprotected nonmetallic rotor blades (HH-33). A probable lightning-associated fuel ignition caused the loss of an Imperial Iranian Air
Force 747 aircraft on 9 May 1976 near Madrid, Spain," Figure I, reprinted from Reference 2. shows the percent of Air Force mishaps
by aircraft type.

A total of 773 documented USAF lightning strikes was reported in this ten-year period. A recent study performed by the Air Force
inspection and Safety Center indicates that because of damage cost thresholds for reporting, actual strikes probabl. exceed those re-
ported by at least a factor of three. Corn also reports that requirements are expanding for USAF in-weather capabbity to meet European
conditions, which will increase aircraft exposure to the lightning strike environment.

30
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FIGURE 1o,,,,

PERCENT OF MISHAPS BY AIRCRAFT TYPE - FROM REF 12)
(1973-1977)

It has been estimated that in the past about 20% of all strikes to aircraft result in the outage of some electrical or avionics equipment.
As future aircraft become more heavily equipped with solid state avionics, that percentage can be expected to increase dramatically.
Tables I and 2 are taken from Corn's summary of Air Force mishaps.( 3 ) Table I summariezes the extent of the lightning hazard to air-
craft avionics. The hazards listed in Table 2 show that at least half relate to effects on electrical and avionic systems.

Commercial aircraft data given by Fisher and Plumer4 indicate that reported strikes to this aviation sector average about one every
2,930 flight hours, or 34 per 100,000 hours. This is about one strike to each airliner annually. Several trends in commerci.l aviation are
likely to cause even peater future exposure to lightning. These include increased time in congested holding patterns and more intermedi-
ate stops on former nonstop routes. The increasing use of radar and other navigation aids in general aviation aircraft, will allow a larg
portion of in-weather ight for that aegnent of the aviation world als. Roemt ewal aviation miseapwlm k so %U_
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TABLE 1
TEN YEAR HISTORY OF USAF LIGHTNING INCIDENTS - FROM REF (3)

Eletrical,
A/C Structure lnstrsmest Fuel Others Catastrophic Major Minor

F101 1 4 1 1 7 3
F102 3 3
F106 3 5 1 2 5
F-111 3 15 6 1 1 22
F-4 14 26 4 6 2 1 47
F-15 1 1 2
T-29 3 2 1 6
T-38 2 1 3
C119 1 1
C124 1 1
C130 4 6 1 1 1 11
C131 3 2 5
KC135 8 5 1 1 13
C141 3 3 6
Other 7 5 12
6-52 12 2 1 1 14
HH-43 1 1

66 78 6 19 79 7 53

TABLE 2
LIGHTNING AND STATIC ELECTRICITY THREATS TO AIRCRAFT - FROM REF (3)

H ezard Cause Hazard Criticality

Malfunction/Failure of Electronic Low Tolerance to Electrical Transients Minor to Catastrophic
Control Systems Caused by Direct/Induced Lightning or

Static Electrification Effects. May
Simultaneously Affect Parallel "Redun-
dant" System

Fuel Tank Fire or Explosion Fuel Vapor Ignition Caused by Static Minot to Catastrophic
Electricitv or Lightning Effects

Loss of Engine Power Possible Lightning Acoustic Shock at Minor to Catastrophic
Engine Inlet. or Electrical Transient
Effects on Engine Controls

Inadvertent Release/Ignition of Premature Activation Caused by Lightning Serious to Catastrophic
External Stores or Static Electrification Effects
Radome. Canopy. and Windshield Direct Lightning Strikes; Arc Discharge Minor to Serious
Damage Caused by Static Electricity Buildup
Instrumentation Problems/Corn- Transient Effects Caused by Static Elec- Minor to Catastrophic
municetions. Navigation and tricity Buildup and Direct and Nearby
Landing System Interference Lightning Strikes
Structural Damage Direct Lightning Attachment to Aircraft Minor to Serious
Physiological Effects on Crew Flash Blindness and Distracting or Disabl- Minor to Catastrophic

ing Electrical Shock Caused by Direct
end Nearby Lightning Strikes

The higher commercial aircraft strike rates compared with Air Force rates apparently reflect the constraints of airline fixed routes
and rigid schedules. This is supported by the considerably higher strike rates experienced by aircraft operating in Europe, apparently
due in part both to higher lightning incidence and to the political airspace constraints imposed there.

Pilot Descriptions of Lightning
In a 1965 United Airline Report entitled "UAL Turbojet Experience with Electrical Discharges," 6 the practical experience of numer-

ous pilots, with many thousands of hours of flying experience, was summarized and reported as they responded to questions about their
experience with lightning. The pilots almost unanimously agreed that there are two distinct classes of lightning observed in flight. The
most common variety usually occusrs while flying in precipitation at temperatures near freezing. This type is preceded by a buildup of
static noise in the communication gear and 'the presence of corona (St. Elmo's fire) can be observed if the flight is at night. The buildup
may continue for several seconds before the discharge (lightning strike?) occurs. The discharge terminates the static and corona.

The second variety occurs abruptly with no warning. It is most likely to be encountered in or near thunderstorms, in contrast to the
former variety which is more likely to be experienced in precipitation that has no connection with thunderstorms. Pilots tend to be-
lieve that the slow buildup type of discharge is not a true lightning strike but rather a discharge of excess charge built up on the aircraft
by flying through the precipitation. This non-thunderstorm type greatly outnumbers the other. Both kinds can create a brilliant flash
and a boom which can be heard throughout the airplane.

The response of scientists to the pilot's static discharge theory has been universally negative. They insist that insufficient charge can
be stored on an aircraft to produce a discharge which looks and sounds like lightning. Scientists are even more emphatic that insufficient
energy could be contained in such a static charge buildup to produce any visible evidence such as burn marks, pitting or other damage
on the aircraft. Yet, the pilots continue to insist that the aircraft is discharging and that the discharges do manifest themselves by bright
noby arms and (not all pilots an sure about this) visible damage. The controversy has been characterized as a difference in view be-
twoam scientist of Iong stand and pilots of long sitting.
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Clifford addresses this issue in Ref. (7). In a paper entitled "Another Look at Aircraft Triggered Lightning", he discounts the staticdischarge theory but then notes that there is positive evidence that a rapidly moving aircraft charged to high potentials by triboelectric

processes can trigger lightning discharges by passage through freezing precipitation. The freezing zone in a nonstormy rain cloud is shown
to be an electrically volatile region because of the potent charge exchange mechanisms which are active in agitated mixtures of super-

cooled water droplets and ice. Several intensifying effects are suggested which can be produced by the passage of an aircraft through
this precipitation, resulting in a highly-ionized wake which acts like a trailing conductor. If weak charge centers are present in the cloud,
the ionized wake acts to short out the gradient field resulting in very high potentials at the aircraft. The high potentials explain the
electrical activity at the aircraft described by pilots, including intense corona, sparks and radio interference terminating in a loud dis-
charge. Lightning strikes to naval aircraft towing gunnery targets at the end of long steel cables are described, showing that the same
triggering mechanism may be involved in those cases. Recommendations are made to include triggering experiments in government flight
programs now in progress.

Some "Typical Severe" Incidents
The following actual incidents illustrate some of the types of mishaps that may be experienced when lightning strikes aloft.
An example of an unusual lightning strike to a military aircraft occurred as an Air Force fighter was on "enroute descent" in clouds

and descending through 6,550 feet. The pilot noticed a lightning flash off the left wing, then corona buildup on the pitot boom. This
was followed by a bright flash and a jolt to the aircraft. Immediately both fire-warning lights came on and stayed on. The back seat crew
member suffered mild shock and was unconscious for a few seconds. The pilot applied power and climbed to 14,000 feet to VFR condi-
tions. During the climb, he found that he had lost all UHF comm, heading indicators, INS and airspeed indications. The climb was con-
tinued using power, ADA, and the attitude indication. Approach control was contacted on an auxiliary VHF radio and the aircraft was
vectored back to the air base. Descent was made through a break in the clouds. With the field in sight, the gear and flaps were lowered
which caused the aircraft to yaw and roll to the left. Both gear and flaps indicated down, but the aircraft was difficult to turn left. The
fire lights were still on and a large amount of smoke was coming from both sides of the cockpit. At this time, cabin pressure was dumped
and 100 percent oxygen was selected. At three miles out on final approach, all instrument lights went out. The back seater was advised
to prepare to eject. However, final approach was continued with power, attitude indicator (emergency floodlight was turned on) and
"seat of the pants" as the only references. The aircraft landed, barrier engagement was accomplished, and engines were secured as crash
equipment arrived. Upon post-flight inspection, 13 electronic components were found to be damaged and four circuit breakers were
thrown. No evidence of fire was found. There was no evidence reported of lightning entering the electrical system through damage to
external components.

In 1975 an Air Force F-4 fighter flying at 37,000 feet and 0.86 Mach number experienced an in-flight explosion that resulted in sepa-
ration of the left wing and loss of the aircraft. According to verbal reports, the crew had reported visual sighting of lightning ahead and
was attempting to contact the area controller when they heard a loud explosion The aircraft went into a roll to the left and the pilot
tried to correct and assess the damage but the high G forces caused him to lose consciousness. The second crew member ejected immedi-
ately after hearing fragments of statements from the pilot to "leave the aircraft." The pilot remained with the aircraft until an altitude
of 5,000 feet before he regained consciousness and successfully ejected. The left wing impacted into a swamp miles from the point of
aircraft impact, but the flyers were safely rescued. Recovery of the left wing and parts of the right wing allowed the accident investiga-
tion team to determine that ignition of fuel vapors occurred in the right integral fuel tank. The ignition front propagated into the left
wing tank, rupturing the center rib panel separating the tanks. The pressure rose in the left tank, resulting in an explosion that separated
the left wing from the aircraft.

Positive evidence of a lightning strike was found on the aircraft. Attachment points were found on the navigation lights on both wing
tips, both stabilators, and the rudder. The left wing navigation light showed one attachment point. The right wing light had three attach-
ment point on the tips, and there were two on the rudder, one at the top rear tip, and the second on the trailing edge near the bottom.
All of these attachment points show the typical characteristics of pitting and molten metal.

Although the aircraft was lost because of a fuel vapor explosion, this incident is of interest to aircraft electrical and avionics engineers
because the possible ignition sources in such cases include electrical equipment such as fuel quantity probes or electrically actuated
valves or pumps in the fuel volume. In this particular incident, the accident investigation board determined that the most probable cause
of ignition was fuel probe arcing or breakdown.

As a matter of fact, many catastrophic aircraft losses have been attributed to lightning initiated fuel explosions, including the Elkton
commercial 707 incident in 1963 with a loss of 81 lives. Of five such documented aircraft losses, although lightning burn marks were
evident on areas of the wing tips away from the fuel volume, no direct evidence of lightning arcing could be found on any of the metal
surrounding the fuel volume. In only one of those cases (C-130E, November 1978) was arc penetration into the fuel volume observed. In
the other cases, the most probable causes cited were arcing in electrical equipment located in the fuel volume, or streamering at fuel vents.

Another incident, which was not fuel related, involved the RF-4C shown in Figure 2. It was being flown on a routine training mission
when the airciaft experitimed a dual lightning strike. In addition to the radome damage which is evident in the photo, all primary flight
instruments were lost after the second strike and the attitude and vertical velocity indicators were fluctuating wildly. After declaring an
emergency and taking the necessary precautionary measures, the crew aided by another RF-4C, made a successful landing. The incident
occurred in Europe in 1970 and the weather conditions at the time of the incident were: ceiling 1200 foot overcast, visibility 2 miles,
and temperature 60 C.

Although the extensive radome damage experienced in th.s incident is rare, the incident illustrates how lightning can gain access to
the electrical system through externally mounted electrical equipment (the radar antenna or pitot mast in most radome cases) resulting
in widespread damage to other electrical equipment.

The unusual events described are examples of some of the malfunctions that can occur as a result of lightning strikes to aircraft. As
shown in Table 2, many other effects are common, such as turbine engine compressor stalls, temporary flash blindness, inadvertent jet-
tison of external stores, and various other electrical malfunctions. The mechanisms of lightning interaction with aircraft wsill be discussed
in the last section of this paper, leading to a description of how the observed effects are produced. The following section deals with the
weather and flight conditions in which aircraft/lightning mishaps have been recorded.

WEATHER AND FLIGHT FACTORS

Although weather factor mishaps are caused by a variety of weather phenomena, U.S. Air Force statistics indicate that lightning
strikes are the most frequent cause. Figure 3 from Reference 2 shows that over one-half of all weather related mishaps are related to
lightning.
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FIGURE 2
RF-4C AFTER DIRECT NATURAL LIGHTNING STRIKE TO RADOME
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FIGURE 3
MISHAP CAUSES - FROM REF (2)

(1972-77)

The vulnerability of aircraft to lightning hazards depends on several factors. The operating parameters, i.e. normal cruise altitude,
number of missions relative to other aircraft, and the operating theatre all have a bearing. It is also becoming apparent that aircraft size
is a factor in the likelihood of being struck. Commercial airlines report that the jumbo jets are logging more strikes than their smaller
predecessors. It is also notable that numerous cases of strikes to aircraft flying in formation have been noted; the same strike passing
through each aircraft in the group. It is also notable that aircraft trailing long wire antennas or towing gunnery targets have received a
large number of lightning strikes. All of these incidents imply that size can be a factor in lightning strike incidents.

Fisher and Plumer have published in their book Lightning Protection of Aircraft4 , a helpful summary of atmospheric and flight con-
ditions under which aircraft have been struck by lightning. Their summary is based upon reporting projects conducted by a number of
individuals and organizations throughout the world. Their data include findings reported by the Lightning and Transients Research
Institute (LTRI) (Reference 8), Plumer and Hourihan of General Electric (Reference 9), Anderson and Kroninger of South Africa (Ref-
erence 10), Perry of the British Civil Aviation Authority (Reference I I ), and Trunov of the USSR National Research Institute for Civil
Aviation (Reference 12). Strike incidence data, based largely on commercial turbojet or turboprop aircraft, is uaualiy summarized ac-
cording to the following categories:

* Altitude
* Flight path (i.e., climb, level flight, descend, etc.)
* Meteorological conditions
* Outside air temperature
Figure 4 from Chapter 3 of Fisher and Plumer's book shows the altitudes at which the reporting projects show aircraft are being

struck, as compared with a typical cumulonimbus (thunder) cloud. The turbojet and turboprop data from the four summaries are in
close agreement. For comparison, the data from the earlier piston aircraft survey of Newman are also presented. Cruise altitude for jet

http://www.abbottaerospace.com/technical-library


2-5

Percemnt of Strikes
Thundercloud May Rise So 10 20 10 20 10 20 1 0 2 10 20

to 50 000 Fas t 0 - 15

S45 
14

13

40- 12

35

+ + + 10

AircreftFlyingAbove + + + +

thenP Intrecud FAhe +/, + + + 30
Likely to be Involved + + + +
inlntracloud Flaie s + +

of Either Polarity + v + 2

+ .

Approx. -8
0
C 206

15
4

Aircraft Flying to Approx. 48
0
C - 1

the tC Altitude 14.5 kW 0 3
Are Likely to be Involved

vvith Negative Polarity2
Cloud-Ground Flase5s

0

[TurboletandTrotoi (sn

FIGURE 4
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aircraft is considerably higher (10 kin) than that of earlier piston aircraft, which flew at about 4 to 5 kin; yet Figure 4 shows the altitude
distribution of lightning-strike incidents to be nearly the same. This fact indicates (1) that there are more lightning flashes to be inter-
cepted below about 6 km than above this altitude, and (2) that very likely jet aircraft are being struck at lower than cruise altitudes;
that is, during climb, descent, or hold operations. Flight regime data obtained f;om the jet projects confirm this.

If the strike altitudes shown in Figure 4 are compared with the electrical charge distribution in the typical thundercloud shown in the
figure, it is evident that strikes which occur above about 3 km result from intracloud flashes between positive and negative charge centers
in the cloud (or between adjacent clouds), whereas strikes below about 3 km probably result from cloud-to-ground flashes. Strike in-
cidents occurring above 6 km are less common because of the absence of concentrated charge centers at the higher altitudes and be-
cause aircraft at these altitudes can more easily divert around thunderclouds than can aircraft at lower altitudes.

By way of comparison, Shaefferl 3 reports a somewhat different distribution with altitude for thc F-4 aircraft. The F-4 distribution,
shown in Figure 5, indicates significantly more strikes below 3 km than in the commercial case, but also more strikes at higher altitudes.
Another interesting comparison from Shaeffer is- shown in Figure 6 where the rate of lightning strikes to various F-4 models is shown as
a function of the operating theatre. Notice that a clearly higher incidence rate is noted for European operations than for Asian or
American operations, for all models. Both weather patterns, the types of missions flown, and political air space constraints in Europe
are likely contributors to the observed F-4 strike patterns.
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FIGURE 5
LIGHTNING STRIKES TO F-4 AIRCRAFT AS A

FUNCTION OF ALTITUDE - FROM REF (13)
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FIGURE 6
RATES OF LIGHTNING STRIKES TO F-4s - FROM REF (13)

It is interesting to note that although aircraft are sometimes struck while penetrating active thunderclouds (almost always inadvert-
ently). aircraft generally avoid thunderclouds by a wide margin. Most reported strikes occur to aircraft flying through inactive clouds,
in light rain and in light turbulence. Figure 7 illustrates the environmental conditions at the time of strike for 214 strikes reported by
Plumer and Hourihan( 9 ). Notice that strikes sometimes occur in the clear. Aircraft have reported strikes as far as 25 miles from the near-
est cloud. In fact, occasionally a "bolt out of the blue" is reported with no clouds anywhere around. Such reports are usually greeted
with skepticism, however, because it is difficult to conceive of a charge separation mechanism capable of producing regions of charge
large enough to support a discharge, with no cloud activity present.

Figure 8 indicates the temperature distribution over which lightning strikes occur as reported by Plumer. A summary of the prevail-
ing synoptic meteorological conditions for 99 UAL lightning incidents is shown in Table 3 from H. T. Harrison (Reference 61.

Harrison has summarized this data by saying that any conditions which will cause precipitation may also be expected to cause elec-
trical discharges (lightning), although he adds that no strikes were reported in the middle of warm front winter snowstorms.
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ENVIRONMENTAL CONDITIONS AT TIME OF STRIKE - FROM REF (4)
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LIGHTNING STRIKES TO AIRCRAFT AS A FUNCTION OF TEMPERATURE - FROM REF (4)
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TABLE 3
SYNOPTIC TYPES INVOLVED WITH 99 ELECTRICAL DISCHARGES -FROM REF (6)

July 1963 to June 1964

Synoptic Type Percentage

Airmass Instability 27
Stationary Front 18
Cold Front 17
Warm Front 9
Squall Line or Instability Line 9
Orographic 6
Cold LOW or Filling LOW 5
Warm Sector Apex 3
Complex or Intense LOW 3
Occluded Front 1
Pacific Surge 1

LIGHTNING INTERACTION WITH AIRCRAFT

The mechanisms and processes of lightning have been described in a previous lecture in this series, and elsewhere(l 4). The presence
of an aircraft in the high field region where a lightning stepped leader is propagating may intercept the leader and become established as
a small portion of the channel. The interaction of lightning with the aircraft therefore begins with the buildup of high electric fields
and continues through the stepped leader attachment, return strike phase and subsequent stroke activity. It also includes the effects of
fast changing fields from nearby lightning activity.

Broadly speaking, the interaction mechanisms can be categorized as radiated field effects, high voltage effects, and high current effects.
Traditionally, however, the actual effects on aircraft are defined on a more localized basis as direct effects, related to visible mechanical
damage and indirect effects, related to electromagnetically coupled transients in electrical and avionics systems. Before dealing with the
localized effects, however, some of the broader interaction processes will be discussed.

Radiated Fields (Nearby Lightning)
An aircraft flying in a thunderstorm environment will experience rapid and numerous fluctuations in the ambient electric and mag-

netic field environment. This field environment is not at all well defined at flight altitudes. Nanevicz, et. al.,(l 5) reported in-flight meas-
urements during Lear jet flights around Florida thunderstorms in 1977. Though limited, the results were very informative. Figures 9 and 10,
taken from the Nanevicz report, illustrate the complexity and extensive duration of the activity. References 16 and 17 also report re-
sults of recent in-flight measurement programs. Extensive ground-based measurements have been made of lightning field activity, mostly
by Uman, Krider and their co-workers(18,19,20) but measurements at ground level may not reflect the actual field environment at alti-
tude.
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debate. No serious avionics problems have been reported in the past as a result of niearby activity, but there is concern that future air-
craft will be equipped with avionics which are both more sensitive to electrical upset and more critical to flight safety. These concerns
are amplified by the uncertainties introduced by the expanding use of advanced composite materials.

Nanevicz I15 reported transients measured on a hastily constructed internal wire loop during some of the Lear jet flights mentioned
earlier. The aircraft was actually struck by lightning once during the flight program. The transient measured on the internal wire during
that strike was not much larger than other transients measured as a result of nearby lightning. The authors concluded that on the basis
of the observed data, nearby lightning may constitute an induced transient threat of the same approximate magnitude as a direct strike.

High Voltages
I).D .... ,,, *,b ..L* .The process of a !ihnn str~ike to an airraft in flilbt jS n'tepi rureI. The icatwl is

02 W r L1 tn - . .

experience an intensification of the ambient electric field as the lightning stepped leader approaches the aircraft, carrying with it the
high potential of the cloud. Since the leader is propagating at an average velocity of 0.1I - 0.2 meterlpsec, the intensification process will
take place over a brief interval of a few milliseconds.

The highest electric fields about the aircraft will occur around extremities such as the nose and wing tips, and sometimes smaller pro-
trusions, such as antennas or probes. When the leader approaches to the point where the field adjacent to an aircraft extremity is in-

creased to about 30 kV/cm, the air will breakdown and electrical corona will form at the sharpest extremities extending in the direction

of the oncoming leader. Extensions of the corona, called streamers, occur simultaneously from opposite extremities of the aircraft, as

shown in Figure I A. One of these steamers will meet the nearest branch of the advancing leader and form a conductive path from the

cloud charge center to the aircraft. Thus, when the aircraft is close enough to influence the direction of the leader propagation, it will

very likely become attached to a branch of the leader system (Figure I o B).
As the stepped leader contacts the aircraft, the aircraft is raised to the potential of the leader channel, which may be of the order of

S0 to 100 million volts. Virtually all external conductive surfaces can then be expected to issue corona and streamers radially outward
until the vehicle is surrounded by a plasma sheath (as the rest of the arc channel is) extending out several meters from the aircraft.

This condition will occur quickly and will persist until the highly charged arc channel is discharged by the passage of the return stroke
(again a few milliseconds, depending on the proximity of the aircraft to the charge centers.

It should be noted that an aircraft may become a part of a branch off the main channel rather than a part of the main channel itself.

In fact since there are many branches off the main channel it would appear that the likelihood would be much higher of being "struck

by a branch than by the main channel. The consequences may be indistinguishable to occupants of the aircraft. There would still be a

bright flash and a loud boom as the branch channel discharges into the main channel. The peak current amplitude would be lower, there

would be no continuing currnt and there would be no restrikes. Any direct damage effects should therefore be minimal but sparking

problems and inteference with avionics systems may still be significant. The possibility exists that a percentage of the strikes reported

each year are branch discharges rather than main channel strikes, including the Lear jet strike in Reference 1S. No voltage or current

waveforms have been defined for branch discharges.

.......... th .. ...... .. .. .. . . le de co ta t th aircraft, th ai rcaf . . .... ... raised .. .. .. the poenia. ....... ......lw ic m y e f h I'r111 ... .. ......... .
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FIGURE 11
THE LIGHTNING STRIKE PROCESS -FROM REF (4)

The effects produced on the aircraft by the various high voltage processes involved in the lightning arc channel attachment are not

well defined or understood. However, it is certain that the rapid redistributions of charge will result in very fast changing magnetic

fields and the high potentials will ensure that very high electric fields will be produced. Therefore, electrical and avionics equipment
will most likely be subjected to significant transient voltages during this period whose total duration is a few milliseconds.

The stepped leader and aircraft streamer formation process will stress dielectric materials in the high field regions. Therefore, the
puncture or flashover of radomes or other dielectric structures will be determined during this period. The detailed behavior of the elec-

tric fields as seen by the aircraft have not been measured. Therefore, the design and testing of protection measures addressing the high

voltage mechanisms must be done on the basis of other considerations, using worst case assumptions where no other criteria, such as

in-flight damage comparisons exist. For example, it is known that fast changing voltage pulses will puncture dielectric materials more

readily than slowly rising pulses. The slow rising voltages tend to flashover the surface because of the longer time allowed for streamers
to develop across the surface from surrounding metal structures. Therefore, simulation tests are conducted using fast rising pulses, since
the condition thus simulated is worst case.

The high voltages associated with the pre-return stroke events may also lead to active sparking in the form of corona and streamers

in unshielded regions. This activity is prirharily a problem only in areas where flammable mixtures of fuel vapors and air exist, e.g., fuel

vents or dump openings.

High Current Interactions (Return Stroke Phase)
For design and test purposes, the conservative approach is to assume a worst case cloud to ground strike. In this case, the return stroke

current will be higher, there is a high probability of multiple restrikes, and there may be heavy continuing currents associated with one
or more of the return strokes. The total duration of the flash may last a half of a second or more. Figure 12 is a representation of the
current waveforms proposed by Cianos and Pierce(

2
1 ) as a severe lightning model for engineering test purposes.

The rather long interval over which a multiple-stroke flash may persist, coupled with the movement of the aircraft at a velocity of 50

to 80 meters per second, leads to the dynamic interaction process known as the swept stroke phenomenon. If lightning attaches initially

at a forward point on the aircraft such as the forward fuselage, or to the front of wing mounted engines or stores, or possibly even the

leading edge of a wing, the arc attachment point will effectively sweep back across the surface as the aircraft flies through the station-

ary arc channel. The principal complication of this sweeping action is that inboard surfaces of the aircraft in low-field regions may be-

come exposed to lightning arc attachment with continuing currents and restrikes, although lightning would never attach there initially..

Consequently the design specification for external electrical hardware must consider where the component is located on the aircraft.

Time to Peak Current - 1 5 its

Time to Half Value - 40 /Is

< 140
70 - 3 4 10

30 ---

FIGURE 12
TIME HISTORY OF SEVERE (BASIC) LIGHTNING MODEL - FROM REF (21)
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Lightning attachment zones on aircraft are defined to help identify the lightning threat by location. Zone I regions are the high field

regions such as wing tips, vertical fin, nose, etc. where there is a high probability of direct attachment. Zone 2 covers the regions aft of
Zone I attachments where lightning arc attachments may sweep; Zone 3 covers the other regions of the aircraft where there is a low
probability of any arc attachment but where lightning currents may pass enroute between attachment points. Zones I and 2 are further
divided into A and B regions. A regions are forward points where the arc can sweep off easily. B regions are trailing edges where the arc
has nowhere to go and will, therefore, remain attached and not sweep.

EFFECTS ON AIRCRAFT

Lightning effects on aircraft are classified as "Direct Effects" or "Indirect Effects." Direct effects include the physical damage pro-
duced at the point of arc attachment and damage produced directly by current flow between arc attachment points. Indirect effects are
electromagnetically induced by field coupling to wires or avionics equipment. Direct effects may include both high voltage and high cur-
rent effects on hardware. Since this paper is oriented to avionics considerations, the principal direct effects of concern are those associ-
ated with externally mounted electrical hardware and the attached avionics equipment. Indirect effects are of concern only to avionics
and electrical systems.

Other than direct and indirect effects, physiological effects on the crew such as flash blindness and loss of consciousness from elec-
trical or acoustical shock are of concern. These effects are usually temporary, lasting perhaps up to 30 seconds or longer. Effects such as
fuel vapor ignition or engine outages may be caused by either direct or indirect effects and may or may not be associated with electrical
or avionics systems. They will be discussed further in this section.

Direct Effects on Electrical Systems
The direct effects of lightning are the burning, eroding, blasting and structural deformation caused by lightning arc attachment, as

well as damage produced by the high-pressure shock waves and magnetic forces produced by the high currents. Structural damage ef-
fects are typically localized to the immediate area of the arc attachment point or points since the current density is highest there. As
the current enters a conductive structure, it rapidly spreads so that the current density is quickly reduced to harmless levels. This locali-
zation effect is particularly true for the lower level continuing current phases of a strike.

Damage may be more far reaching if current dispersion is prevented or if there is limited current-carrying capacity in the path taken
by the lightning currents. For example, if the lightning arc attaches to a nose radome mounted pitot mast, the only current path to the
main structure may be through the heater wires attached to the pitot probe. These wires would not typically be able to carry a heavy
lightning current without explosively vaporizing. The resulting vaporization pressure could rupture the radome causing extensive damage
to the radome and possibly serious aerodynamic effects. The lightning currents can also then find their way into the heater power sup-
ply and from there into the main electrical distribution system causing widespread electrical problems.

Other examples of inadequate current-carrying capacity might include bonding straps, adhesively bonded structures, or high resistance
coatings of the type designed for prevention of static charge buildup. When an electric current passes through a material a certain amount
of energy is converted to heat because of the electrical resistance of the conducting material. When the material heats, its resistance also
changes. Complicating the matter still further is the fact that the current is transient in nature. Neglecting resistance changes due to
temperature, the Joule heating developed can be represented mathematically as

H 4f01 Rl 2(t)dt

Where:

H = heat developed in test part (Joules)
t = time (seconds)

R = electrical resistance (ohms)
I(t) = electrical current (amps) as a function of time.

When the electric current is introduced into the conducting material (assume a flat metal plate) by means of an electric arc, an even
more complex situation arises. Heat is generated in the material due to normal Joule heating and to heating at the arc/metal interface.
If the current is fast rising, the initial current will essentially remain on the surface of the metal (skin effect), but as the current con-
tinues, the current and the heat will diffuse and spread into the material. This can be compared to an arc weld except that electrical
currents are several orders of magnitude greater for lightning and the time can be several orders of magnitude shorter.

The nature of localized structural damage to electrical hardware is dependent upon the construction and geometry of the part as well
as on the type of lightning current flowing. The high peak current surge exerts shock and mechanical bending forces because of the in-
tense magnetic fields and the explosive channel. Vlowever, on sturdy conductors such as thick aluminum, very little effect is noted;
typically just small pits or etch marks on the surface. Figure 13 illustrates very little high peak current damage to thin metal coatings
on fiberglass, but extensive damage to ccnfined honeycomb structure. Conversely, the continuing current phase is capable of melting
sizable holes through relatively thick, metal parts if allowed to deposit its energy at one point for a few tenths of a second (see Figure 14).

The shock and blast effects of the high peak current phase may shatter light coverings or lenses, allowing the current direct access to
the electrical system. The high peak currents tend to flow in straight lines so conductors with sharp bends will either be magnetically
distorted (unbent) or the lightning may flash across the corner or find an alternate path. Magnetic forces are proportional to the square
of the current producing them and the damage produced is related both to the magnetic forces and to the response time of the affected
system.

In areas where the current density is high, such as at the attachment of protective bonding jumpers or at an arc root, the magnetic
forces can become extremely large. This problem has been previously addressed by James and Phillpott.2 2 They determined that an arc
rising in a few microseconds to a peak current of 200 kA will have a diameter of about 2 mm and hence its maximum magnetic field will
be about 40 Tesla producing a magnetic pressure approaching 6.3 x 108 N/M2 (150,000 lbs/in. 2 ).

Externally mounted electrical components most frequently experiencing the direct effects of lightning include various types of lights,
antennas, probes, windshield heaters and radomes. Radomes are frequently located in prime lightning attach points (nose or wing tips).
Therefore, particular attention should be paid to the mechanisms of high voltage breakdown and high current damage which they may
experience.

An excellent example of the direct effects of lightning to an aircraft electrical system was reported by Fisher and Plumer.1 1
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FIGURE 13'
EXAMPLES OF HIGH PEAK CURRENT EFFECTS ON EXPOSED.

PAINTED AND ENCLOSED SURFACES

A strike to a general aviation aircraft of the type shown in Figure 15 was analyzed extensively resulting in the following findings.

This aircraft, flying at about 900 m (3,000 ft), was experiencing light rain and moderate turbulence when it was struck by lightning.
The pilots had seen other lightning flashes in the vicinity before their aircraft was struck, and embedded thunderstorms had been fore-
cast enroute, but there had been no cells visible on the air traffic control (ATC) radar being used to vector the aircraft, which had no
weather radar of its own.

The strike entered one wing tip and exited from the other. It sounded to the pilot reporting like a rifle going off in the cabin, and the
cabin immediately filled with smoke. Other effects follow.

* The No. I VHF communication set burned out.
* Seventy-five percent of the circuit breakers were popped, of which only 50% could be reset later.
* The left wing tip fuel tank quantity indicator was disabled.
" The right main fuel tank quantity indicator was badly damaged.
" Several instrument lights were burned out.
" The navigation light switch and all lights were burned out.

A-
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FIGURE 15
GENERAL AVIATION AIRCRAFT WITH PLASTIC WING TIPS - FROM REF (4)

The evidence suggests that the flash included two or more strokes separated by a few milliseconds of continuing current. Assuming,
for purposes of explanation that the original lightning flash approached the right wing tip, the probable sequence of events was as fol-
lows: (refer to Figure 16 electrical schematic). The initial point of attachment was the right wing tip navigation light housing. Current
from this stroke entered the housing ground wire and exploded both sections of it on the way to the right outboard metallic rib, as
evidenced by the absence of these wires and the blackened interior. Current continued through the airframe to the left outboard rib and
out the sender unit ground wire to the sender unit. From there, the current followed the filler cap ground braid and exited the aircraft
at the filler cap. The current exploded the sender unit ground wire but not the heavier filler cap ground braid, which was only frayed.
Sparks undoubtedly occurred inside the fuel tank along the ground braid and between the filler cap and its receptacle, but the fuel-air
mixture in the ullage of these half-full tanks was probably too rich to support ignition.

Blast forces from stroke No. I at the right navigation light housing also shattered the lamp globe and bulb. This shattering allowed
a portion of the first stroke current to enter the right navigation light power wire, exploding it between the lamp and the outer rib.
where the current jumped to the rib and continued through the rest of the airframe to the left sender unit ground wire.

Lightning current flowing in the navigation lamp power wire elevated its voltage to several thousand volts with respect to the airframe,
a voltage high enough to break down the insulation at the outer rib feed-through point, as shown in Figure 16. Until breakdown occurred
here (a few microseconds after the first stroke began), the wire was at sufficiently high voltage to break down the insulation to the
neighboring sender wire. This breakdown occurred all along the wire inside the right wing. The portion of current arcing into the sender
wire caused a large voltage to build up across the right wing tip tank fuel gauge magnet inductance, to which this wire connects. This
voltage in turn sparked over the gap between the gauge terminal and the nearest grounded housing wall, the arcing badly damaging the
gauge unit. While the left navigation light power wire was also exploded, it is probable that this did not occur until the second stroke.

Since the aircraft was moving forward, the entry and exit points of the second stroke were farther aft on both wing tips than the
points of the first stroke. Since no other metallic components were present aft of the first stroke attach point on the right wing tip, the
second stroke punctured a hole in the fiberglass trailing edge and contacted the metallic outboard rib. As shown in Figure 16 current
from this stroke proceeded through the airframe to the left wing tip, where by this time the stroke had swept aft adjacent to the navi-
gation lamp from which point the stroke current exited. Current from stroke No. 2 thus probably arced between the left outer rib to
the navigation lamp power wire (the ground wire having been vaporized by the first stroke), which it followed to the lamp housing. The
power wire was vaporized by the second stroke current flowing in it.
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FIGURE 16
PLASTIC WING TIPS AND ASSOCIATED ELECTRIC CIRCUITS AND

LOCATIONS OF LIGHTNING EFFECTS - FROM REF (4)

Both left and right navigation lamp power wires were connected together in the cabin and to both the 12 V dc bus and the tail light.
The voltage and current surges which entered the lamp power wires inboard of the outer rib feedthroughs were also conducted to the
tail light, burning it out, and to the 12 V dc bus. The surge on the bus, of course, was immediately imposed on all of the other electrical
equipment powered from this bus, or all of the electrical equipment in this aircraft. Arcing undoubtedly occurred in a number of com-
ponents, causing circuit breakers to pop. Because circuit breakers, however, react much too slowly to prevent passage of a lightning
surge, at least one piece of equipment (the No. I VHF communication set) and several instrument lamps were burned out.

Indirect Effects on Electrical System
Indirect effects result from the interaction of the electromagnetic fields accompanying lightning with electrical equipment in the air-

craft. Hazardous indirect effects could, in principle, be produced by a lightning flash that did not directly contact the aircraft and hence
could produce none of the direct effects described earlier. In some cases both direct and indirect effects may occur to the same compo-
nent of an aircraft. An example would be an antenna which is physically damaged but which also couples damaging voltages into the
transmitter or receiver connected to the antenna.

The mechanism whereby lightning currents induce voltages in aircraft electrical circuits is illustrated in Figure 17. As lightning current
flows through an aircraft, strong magnetic fields surround the conducting aircraft and change rapidly in accordance with the fast-changing
lightning-stroke currents. Some of this magnetic flux may leak inside the aircraft through apertures such as windows, radomes. canopies,
seams, and joints. Other fields may arise inside the aircraft when lightning current diffuses to the inside surfaces of skins. In either case
these internal fields pass through aircraft electrical circuits and induce voltages in them proportional to the rate of change of the magnetic
field. These magnetically induced voltages may appear between both wires of a two-wire circuit, or between either wire and the airframe.
The former are often referred to as line-to-line, or differential-mode voltages and the latter as common-mode voltages.

External Magnetic
Flux

I - Internai Magnetic
Flux

Wing

FIGURE 17

MAGNETIC FLUX PENETRATION AND INDUCED

VOLTAGES IN ELECTRICAL WIRING- FROM REF (4)
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In addition to these induced voltages, there may be resistive voltage drops along the airframe as lightning current flows through it.
If any part of an aircraft circuit is connected anywhere to the airframe, these voltage drops may appear between circuit wires and the
airframe, as shown in Figure 18. For metallic aircraft made of highly conductive aluminum, these voltages Are seldom significant except
when the lightning current must flow through resistive joints or hinges. However, the resistance of titanium is 10 times that of alumi-
num, and that of composite materials many hundred times that of aluminum, so the resistive voltages in future aircraft employing these
materials may be as much as hundreds of times higher.

Magnetic Effects
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0 -Differential Mode Flux
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FIGURE 18
ELECTRICAL AND MAGNETIC FIELD COUPLING TO ELECTRICAL CIRCUITS

Until the advent of solid state electronics in aircraft, indirect effects from external environments, such as lightning and precipitation
static, were not much of a problem and received relatively little attention. No airworthiness criteria are available for this environment.
There is increasing evidence, however, of troublesome indirect effects. Incidents of upset or damage to avionic or electrical systems, for
example, without evidence of any direct attachment of the lightning flash to an electrical component are showing up in airline lightning-
strike reports. Table 4 summarizes the reports of interference or outage of avionic or electrical equipment reported by a group of U.S.
airlines for the period June 1971 to November 1974 (Reference 9).

The incidents reported in Table 4 occurred in 20% of the total of 214 lightning-strike incidents reported during the period. U.S.
military aircraft have had similar experience. This experience is probably a result of the increasing sensitivity of miniaturized solid state
electronics to transient voltages, a trend which necessarily would not have posed a problem in older, less sophisticated equipment. In
any one incident, only a few electronic components are affected; others are not. Yet laboratory tests have shown that lightning-induced
voltages appear in all aircraft electric wiring at once. Thus it is evident that surges reach higher values in some circuits than in others or
that some electronics are less tolerant of such surges than others.

Indirect effects were evident in about 20% of all the incidents reported, while outages were reported in only about 10% of all inci-
dents. Since severe strokes also occur in only about 10 to 20% of all flashes, it is possible that a severe stroke may be required to cause
noticeable effects.

While the indirect effects are not presently a major safety hazard, there are four trends in aircraft design and operations which could
increase the potential problem. These include the following:

* Increasing use of plastic or composite skin.
* Further miniaturization of solid state electronics.
* Greater dependence of electronics to perform flight-critical functions.
* Greater congestion in terminal airways, requiring more frequent flight through adverse weather conditions at altitudes where light-

ning strikes frequently occur.
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TABLE 4
EVIDENCE OF INDIRECT EFFECTS IN COMMERCIAL AIRCRAFT- FROM REF (4)

(214 Strikes)

Interference Outage

HF Communication Set - 5
VHF Communication Set 27 3
VOR Receiver 5 2
Compass (All Types) 22 9
Marker Beacon - 2
Weather Radar 3 2
Instrument Landing System 6 -
Automatic Direction Finder 6 7
Radar Altimeter 6 -
Fuel Flow Guage 2 -
Fuel Quantity Gauge - 1
Engine rpm Gauges - 4
Engine Exhaust Gas Temperature - 2
Static Air Temperature Gauge 1 -
Windshield Heater - 2
Flight Director Computer 1 -
Navigation Light - I
AC Generator Tripoff (6 Instances

of Triopoff)
Autopilot 1-

Engine Mishaps
Reported lightning effects on turbojet engines show that these effects are limited to temporary interference with engine operation.

Flameouts, compressor stalls, and roll-backs (reduction in turbine rpm) have been reported after lightning strikes to aircraft with .
fuselage-mounted engines. This type includes military aircraft with internally mounted engines and fuselage air intakes or other military
and civil aircraft with engines externally mounted on the fuselage. There have been no attempts to duplicate these events with simu-
lated lightning in a laboratory, and there has been no other qualitative analysis of the interference mechanism.

An extensive survey was undertaken by workers at McDonnell Aircraft Co. to determine the extent of the lightning-induced turbine
engine outage problem. Contacts were made with the Air Force and Navy Safety Operations Offices, the Air Force and Navy Propulsion
Laboratories, the FAA, the major engine manufacturers and representatives from the UK, France and Germany. The results of the sur-
vey indicated that there have been 22 reported incidents in the U.S. between 1968 and 1978 of engine problems and/or flameouts as a
result of a lightning strike. However, it is believed that there are at least two to five times more cases that are not reported because the
FAA does not require mandatory reporting of such incidents if there is no injury. Individual pilots interviewed have had flameouts re-
sulting from lightning strikes who have not filed reports of the incidents. Of the reported cases, none of the lightning strikes has resulted
in extensive engine damage and none has resulted in loss of life. However, there have been instances where one engine flamed out on a
twin-engine aircraft and where the pilot was unable to restart the engine in flight. He was forced to resort to emergency landing proce-
dures. There have also been incidents on two engine aircraft where both engines have stalled simultaneously, but in each of 'hese cases,
one or both were restarted in flight.

Almost all of the reported incidents of engine problems were associated with lightning strikes to small aircraft, either fighters or
business-type aircraft, rather than to large aircraft. This uneven distribution of events may be due to the inability of the smaller engines
to adequately compensate for temperature and pressure fluctuations associated with lightning strikes; or on the larger aircraft it may be
due to the dying out of the lightning channel before it reaches the rear-mounted engines because of the long distance from the nose to
the tail.

The results of the literature search and discussions with cognizant personnel revealed that there is a potential hazard to single-engine
jet fighters. However, there are many other causes for compressor stalls which present more immediate problems to propulsion engineers.

Fuel Ignition Related to Electrical Systems
Potentially, aircraft fuel systems represent the most critical lightning hazard to flight safety. An electric spark produced by only 0.2

millijoule (mJ) of energy is sufficient to ignite a propagating flame in a near stoichiometric mixture of hydrocarbon fuel and air (Refer-
ence 23), yet lightning-flash currents may deposit several thousand joules of energy in an aircraft.

There are several jet and turbojet transport accidents on record which have been attributed to lightning ignition of fuel. Although the
exact location of ignition in each case remains obscure, the most prevalent opinion is that lightning ignited fuel vapor at the wing tip
vent outlets of these aircraft or that sparking occurred somewhere inside a fule tank as lightning currents flowed through the aircraft.
The inflight loss of at least two military aircraft also has been attributed to lightning ignition of fuel, and there is a report of lightning
strike igniting fuel in another military aircraft parked on the ground. Lightning-induced voltages in aircraft electrical wiring are believed
to have resulted in sparks across a capacitance-type fuel probe or some other electrical object inside fuel tanks of several military aircraft,
resulting in loss of external tanks in some cases and the entire aircraft in others. Capacitance-type fuel probes are designed to preclude
such occurrences. The voltage required to spark a typical capacitance-type probe is many times greater than the voltage thought to be
induced in fuel gauge circuits by lightning. However, other situations involving unenclosed circuits, such as externally mounted fuel
tanks, exist wherein induced voltages may be much higher than those found in circuits completely enclosed by an airframe.

The accidents mentioned above prompted extensive research into the lightning effects on and protection of all aircraft fuel systems.
Improved bonding, lightning-protected filler caps and access doors, active and passive vent flame suppression devices, flame-retardant
foams, and safer (i.e., less flammable) fuels are examples of developments which have resulted from this research. In addition, govern-
ment airworthiness requirements now include lightning protection for aircraft fuel systems and specify requirements and tests that must
be passed to demonstrate compliance prior to aircraft certification. As a result of these safety measures, lightning strikes present fewer
hazards to the fuel systems aboard modern transport aircraft than to those of older aircraft, and properly certificated aircraft may ex-
pect to experience lightning strikes with no adverse effects on fuel systems. Continued changes in airframe designs and materials, how-
ever, make it mandatory that care and diligence in fuel system lightning protection not be relaxed in the future.
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SUMMARY AND CONCLUSIONS

Lightning mishaps to aircraft in flight occur periodically to aircraft of all types under many different weather conditions. Incidents
occur most frequently at medium altitudes and at temperatures near the freezing point. An evaluation of pilot reports indicated that
lightning may strike unexpectedly or there may be a buildup of static noise and corona before the strike. Pilots contend that the latter
type of strike far outnumbers the former and some think that this type can be avoided by reducing the velocity of the aircraft. An ex-
amination of the lightning initiation process raises the additional question of whether some reports of aircraft being "struck" might
involve a branch of the flash rather than the main channel to ground, or lightning triggered by the aircraft.

Effects of lightning on aircraft electrical systems include physical damage to electrical wiring and associated avionics equipment as a
result of lightning currents finding their way into the wiring through the external hardware. Indirect effects can result in the loss or
temporary malfunction of avionics equipment due to electromagnetic coupling of lightning produced fields onto internal wiring and
equipment.

Instances of turbine engine lightning-induced outages may sometimes be related to indirect effects on the electrical control system.
Indirect lightning effects may also be implicated in some of the fuel vapor explosions which have resulted in catastrophic losses of air-
craft.

It is obvious that lightning strikes to aircraft occur in only a very small percentage of flights and only a small fraction of the lightning
incidents are major problems. However, because of the very large number of aircraft in the air at all times and the large number of storms
around the globe at any instant i. time, the total number of lightning strikes to aircraft per year is not a small number. It is not our task
to prevent the strikes altogether because most are unavoidable. It is rather our task to maintain the lightning problem at or below the
nuisance level. That is. to ensure that the incidents are minor, that damage is minimized, and that both military and domestic flight
operations can proceed safely without undue fear of the natural lightning hazard.
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PHENOMENOLOGY OF LIGHTNING/AIRCRAFT INTERACTION

R.P. MUhleisen
Astronomisches Institut
der Universit8t TUbingen
7980 Ravensburg-Rasthalde

SUM14ARY

Lightning aircraft interaction depends on the behaviour of the lightnings as well
as on the aircraft shape and material used for the skin and for the interior of the air-
craft. The paper deals mainly with the lightnings itselves.

Two types of lightning discharges have different characteristics:
1) Intracloud and cloud to cloud discharges and
2) Cloud to ground discharges.

First it will be tried to introduce-the many hypotheses of thundercloud electrification.
It is unknown which of these gives the right explanation for the charge separation in the
clouds which produces high electric fields. Just so unknown is the initiation of the dis-
charges itselves. But the parameters of lightnings can be enumerated much better.

Calculation results and graphs are given due to the electric field strength around
thunderclouds. The distortion of these fields by aircraft bodies and the initiation of
triggered lightnings are described. One problem due to the effect of the jet exhaust on
the field distortion could be solved by experiments and considerations. It seems that the
exhaust has no influence.

1. SURVEY OF THE ELECTRIFICATION THEORIES AND HYPOTHESES AND CRITICALS REMARKS.

Lightnings occure in the atmosphere if the electric field strength in cloud exceed
a critical value of about 10 kV/m and if the potential difference in a small volume of
the cloud exceeds some million Volts. Such electric fields are developed only in thunder-
clouds. Because of the difficulties of measurements inside such clouds due to the strong
dynamics and turbulence the knowledge of the electric phenomena and the electrification
processes are not satisfactory.

Many laboratory investigations yielded a great number of electric charge separation
effects. It is necessary to distinguish between electric effects in small bodies as water
droplets, ice pellets or snowflakes, electric effects on the solid-liquid interface of
hydrometeors a n d the gravitational separation of different particles with charges of
different polarities within the large space of a thundercloud in the updraughts and in
the downdraughts. Namely the distribution of charge in the entire thundercloud requires
beside microphysical electrification mechanisms an extended separation of charqes. This
separation can be achieved in the up-wind and downdraughts either if the charges are
deposited on particles of different size and mass or if the charges of the one palarity
reach the up-wind meanwhile the other particles with the charges of the opposite polarity
remain in the downdraught.

Another hypothesis deals with the electrical charging by induction in a ionized
atmosphere and a charge separation by vertical air streams whkc. i simular as a Van de Graf-
generator. Now to the first class of hypotheses: I mention by name the authors Find-
eisen (1940), Workman-Reynolds (1950), Latham and Mason (1961) among others. They all
explain from their experiments charging processes by the micro-physics of the lattice of
solid and liquid bodies. Either temperature gradients and diffusion of positive protons
inside the bodies or double layers on the surface of droplets are the reason for charge
separation in the bodies. A series of hypotheses postulates electric volta potential
differences between the liquid and the solid phase of droplets even when the supercooled
droplets collide with others or with ice pellets. Because of many lightning s~rikes on
aircarft occure near the region where the air temperature is between + or - 5 C, it is
likely to be justified to assume that the strongest charge separation processes take
place connected with the collision of solid and liquid particles. In this region graupel
came down and collide with supercooled droplets; one part of the water freezes on the
graupel nucleus, the other part flys upwards in the up-wind. During the contact there
exists a potential difference in the solid-liquid interface according to the temperature
gradient. An older hypothesis of Workman and Reynolds (195O explains the charge separation
by electrolytic potentials. The disappearing waterdroplets are therefore electrically
charged. One problem is the polarity of the charges; they depend on the solution of
impurities in the water. Recently this hypothesis is questionable because the impurities
in the form of condensation nuclei are different from place to place so the polarity is
uncertain.

The hypothesis of Latham and Mason explains the charging process in the solid-liquid
interface by temperature gradient in the ice. The falling ice pellets are colder than the
environment; during the contact with super-cooled waterdroplets the surface of the ice
will accept the teaperature of the melting point so that a temperature difference between
the surface and the interior of the ice pellet results. By the temperature difference a
electrical voltage is generated in the ice therefore the waterskin on the surface will be
charged and will leave the surface charged. Both authors show by calculation that about
I Cb/km 2 min Is produced.
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Another process of charging is discribed by Dinger and Gunn (1946). The charging
occurs during the melting of down coming ice particles. This process will be able to
produce charges in the air and on the water droples with different polarities. The
earlier finding of Findeisen (1940) can be explained by one of this mentioned hypo-
thesis.

A quite different hypothesis is the induction-hypothesis of Vonnegut and others (1958).
He assumes that the upcurrent in the developing thundercloud sucks air with positive
space charges from near the earth surface and carries these charges up to the top of
the cumulonimbus cloud; these charges attract negative charges from the outside air
which attach onto the outer cloud particles and remain on these. Because of the down-
draughts of the outer parts of the cloud the negative charges descend whereas the
positive charges ascend and are concentrated in the upper part of the cloud in the
anvil. This induction mechanism will be intensified when the space charge production
near the ground is increased by corona discharges which have the positive sign also.
Then the maximum of the charge production culminates simultaneously with the maximum
of the up-wind, that means with the dynamical climax. Lateron the charge production
ceases in the final stage of the thundercloud. Many experts doubt this hypothesis.

It is very probable that many processes work together inside a thundercloud. There-
fore one have to keep in mind that the electric field configuration will be very compli-
cated and complex and simple theoretical descriptions or incidental measurements of the
electrical features give no complete picture of the electrical conditions which vary
in space and time so immense.

A general view about the hypotheses for precipitation electrification is presented
in figure 1. For detail it is necessary to look into the original papers of the authors.

process of
author presup- charge separation experim charge

position before lateron evidencc productivity

I[-. S
Elster- electric +
Geitel 1913 field E

Wilson 1929 electric (2 ' IE+
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0

Simpson 1909 t>O°C 9.1 0-2 3./
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Latham-Mason 0196 1 t o < O C +' 'b k 3 i
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Fig. 1: Hypotheses for precipitation electrification
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2. ELECTRIC FIELDS AROUND THUNDERCLOUDS.

It is an open question if the strong electric fields inside and around thunder-
clouds begin with the precipitation processes or earlier with the beginning of up and
downdraughts. The author believes that the first assumption is right. With the precipi-
tation the charge separation processes over large vertical distances starts and by this
the electric fields of a thundercloud are generated. Under the simplified assumption
of a separation of positive and negative charges of 15 C located in 2.5 km, resp. 7.5 km
altitude above ground and under the assumption of a weak conducting atmosphere one can
calculate the field distribution around a thundercloud; taking into account the mirror
image charges under the earth surface one gets pictures of the distribution of the
electric fieldstrength, the vertical and horizontal components as shown in fig. 2 a-c.

Normally it is unknown which charges really exist in a thundercloud and how the
real distribution of charges in the entire cloud is; so the calculated field con-
figuraions in fig. 2 are only a first approximation for a normalized cloud case. Also
many observations and measurements point to a small pocket of positive charge near the
base of a thundercloud. This would modify and change considerably the picture of field-
strengths in the lower altitudes. Another reason for an extremely important change of
the picture is the frequent neighbourhood of other thundercloud cells. Then mainly the
horizontal component of the electric field is enhanced and occures in a much larger
area.

15
a I L iude

above ground

km-

10

10 5 m i
distaurice from the cloud axis

-2,a-5kV/m (>)5-lkV/M * 10-25V/M 025kV/n

Fiq. 2a: Air electric fieldstrenith in function of
altitude and distance from cloud axis.
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Fig. 2c: Horizontal component of air electric
fieldstrength in function of altitude
and distance from the cloud axis.

3. INFLUENCES OF AIRCRAFT ON THE ATMOSPHERIC EI,ECTRIC FIELD

The natural electric field in the atmosphere will be distorted in the surroundjnes
of an aircraft. The distortion depends mainly on the geometric form of the aircraft bony.
For an idealized form of an ellipsoid the outer electric field 1: is enlariecd by a factor k
dependinq on the ratio a/b where a is the length of the longer axis and b is the lenIth
of the transverse axis of the ellipsoid.

Values of k ar, given in table I

table 1

a/b 2 5 10 20 50 100

k 5,8 16 49 148 694 2330
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In the case of longer extremities as antennas or Pitot-valves the factor k is magni-
fied furthermore. In the case of a jet aircraft one has to put on the basic ellipsoid
with the axis a and b another half ellipsoid with the diameter or the small axis 2r
and the length or the long half axis s imitating a rod, an antenna or a Pitot-valve.
If the aircraft flies in an atmosphere with a horizontal undisturbed electric field
Ea and has a self charge Q on its body then the fieldstrength on the uttermost

point is:

Q
E s = (E a  ka 4 

2 
). ks, r

With mean values of a/b of 10 and a ratio s/r of about 20 one achieves a critical
value for the enlarged fieldstrength Es of more then 1000 kV/m with a outer horizontal
field Ea of about 500 V/m. Much less is the enlargement faktor k for a vertical field,

namely about 2 -4 for ka,b and for ks,r too.

The enlargement of the electric field on the surface of the aircraft body has the
following consequences:

First corona discharges are generated if the surface fieldstrength exceed a certain
value, about 3-10 kV/cm or 300-1000 kV/m. Second if a charge has been generated on the
aircraft itself by precipitation particles or by the exhaust, then the self produced
electric field around the aircraft is enlarged too on the surfaces with strong cur-
vature by the same factor k. For this reason very small charges on the aircraft
(several FC) are able to produce corona discharges. Thereore such self charges cannot
exceed a threshold charge of several pC.

Aircraft are able to trigger lightnings or they can be located in the path of a
natural lightning. Because of the lack of measurements of the courses of the field-
strength and currents in the case of lightning strokes to aircraft no credible
hypothesis could be found in the literature which describes the transition from a corona
discharge into a lightning discharge. The condition that on the top of a discharge
channel the fieldstrength is always large enough for breakdown has to be fulfilled for
the development of a streamer or a pilot leader. In addition to this the current in
the streamer has to be so great that

a) the freshly formed part of the channel is filled with charges,
b) space charges of opposite sign can be neutralised,
c) all losses from corona discharges of the channel wall itself can be filled up.

From all of them one can derive that the main condition for the development of a
lightning stroke is the concentration of a large amount of charges in a great volume
of cloudy air. Therefore only in thundercloud in its mature stage lightning strokes
can originate.

4. LIGHTNING PARAMETERS

The most important parameters of lightning are

1 = length of the lightning channel,

Imax = maximum lightning current,

dI/ = maximum current rise rate,
dt max
ts  = duration of single strokes,

n = number of strokes,

tf = entire duration of lightning flash,
type of the discharget

First to the last point: one has to distinguish between

1) Intracloud and cloud to cloud discharges,
2) Cloud to ground discharges.

In middle latitudes about half of the lightnings belong to each type. The length of
lightning channels varies from several km to 20 km. Partly they are orientated vertically,
partly horizontally. Most of the cloud to ground flashes have long extensions inside the
clouds. The lightning currents vary between 100 A and several 100 kA. Values above
100 A belong exclusively to the ground flashes as far as one knows for the time being.
The current rise rate is also variable between 1 to 100 kA/1s and less of this in the
case of intracloud or cloud to cloud flashes. Sometimes continuous currents occure for
some 10-100 milliseconds with values of about 100 A. The entire duration of a flash
depends on the number of strokes. One flash has normally 1-3 strokes, the maximum is
about 25 strokes. A single flash has a duration of several msec. A multistroke flash
lasts about 100-1000 msec. The intervals between successive strokes in one flash
amount to 3-100 msec.
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5. EFFECT OF THE EXHAUST ON THE ELECTRIC FIELD DISTORTION

Many experts in the field of lightnings believe that the exhaust of an air-
plane or of a rocket causes a fictitious electric enlargement of the conducting body
of the aircraft. This would cause a further increase of the distortion of the ambient
electric field and so an increase of the probability to trigger lightnings. This
hypothesis came up with the lightning events during the launch of the Apollo 12.

In the meantime we did some theoretical and experimental work to investigate
this case (Mdhleisen and Fischer 1976). The result was that the exhaust of a rocket or
a jet engine cannot achieve an electrical enlargement of the aircraft body. The reason
is that the velocity of ions in the exhaust is larger than the drift in a naturally
possible electric field: that means

E x b < vexhaus t

E = electric fieldstrength,

b = mobility of ions,

Vexhaust = velocity of the gas molecules in the exhaust.

If this is correct then no ion is able to transport any charge backwards :o the
aircraft body. Therefore no current can flow in the exhaust as an effect of the external
electric field. The exhaust has therefore not to be considered as an enlargement of the
conducting body of an aircraft.
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SUSCEPTIBILITY OF AVIONICS TO LIGHTNING INDIRECT EFFECTS
by

J. Anderson Plumer
Lightning Technologies, Inc.

560 Hubbard Avenue
Pittsfield, Massachusetts 01201

U.S.A.

SUMMARY

The use of sensitive, solid-state avionic equipment to
perform flight critical functions requires that this
equipment be adequately protected from the transient
voltage and current surges induced in aircraft electri-
cal circuits by lightning strikes. Design of protection
requires, first, that the nature of the lightning-induced
transients that may appear at the terminals of aircraft
avionic equipment be known. This paper describes ways
that lightning currents may flow in an airframe and basic
mechanisms whereby these currents may induce transient
voltages and currents in typical aircraft electrical cir-
cuits. Examples of induced voltages and c:rents measured
during simulated lightning tests are presented and signi-
ficant aspects of them are discussed, together with esti-
mates of the ranges of induced voltages to be expected in
typical circuits. Examples of the magnetic fields that
are responsible for some of these induced effects are also
presented. The paper concludes with a discussion of the
basic damage effects that lightning-induced voltages may
have on typical solid-state electronic components. Methods
of protection against these effects are treated in a sub-
sequent paper.

INTRODUCTION

In contrast to the physical damage effects that lightning strikes may cause to an
aircraft structure which are termed the direct effects, the effects on aircraft electri-
cal and avionic systems are termed indirect effects. The indirect effects refer to the
temporary upset or permanent damage to electrical and avionic equipment that results from
lightning flashes. These effects may range from tripped circuit breakers to computer up-
set, or to physical damage to input or output circuits of electronic equipment. There
may be other indirect effects of lightning flashes that pertain to aircraft safety, such
as flash blindness of the crew or acoustic shock waves, but these effects are not treated
here. Included in this definition and discussed here are the voltages and curlents in-
duced by lightning on the electrical wiring of the aircraft, regardless of whether or not
such voltages and currents cause damage or upset of electrical equipment.

To date, occurrence of induced voltages in aircraft has been evidenced by occasional
upset or damage to aircraft avionics and flight instruments during lightning strike events.
Sometimes this has resulted in curtailment of a flight mission, but there are very few re-
cords of an aircraft being lost due to indirect effects. The increasing use of more sen-
sitive electronics however, and the housing of these within nonmetallic structures implies
that induced voltages may be more severe and hazardous in the future if left unchecked.
It is therefore important for designers to be aware of their existence, and of ways to
estimate their magnitude and design adequate protection.

Analysis of indirect effects to be expected in a particular aircraft can be divided
into several stages. The overall task is to determine how the lightning current, IL,
leads to voltages and currents on the internal wiring. The individual tasks are as follows:

a. To determine the amplitude and waveform of lightning currents flowing in the
aircraft structure. This current may be different from the undisturbed
lightning current.

b. To determine the magnitude of voltages and currents induced on aircraft elec-
trical circuits.

c. To determine how these currents and voLtages affect the electrical equipment

in the aircraft.

LIGHTNING CURRENTS IN THE AIRCRAFT

The problem of how the aircraft as a whole responds to the passage of lightning cur-
rent is illustrated in Figure 1. There are two parts of this problem, one involving a
direct flash to the aircraft and the other involving a nearby flash. While it is generally
true that the indirect effects produced by a direct flash are more severe than those pro-
duced b a nearby flash, they are not necessarily so, since the response of the alrcrat
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(a) ." os

rL

(b)

Figure 1 - Response of the Structure to the Lightning Current.
(a) To a direct flash
(b) To a nearby flash

Consider first a direct hit on the aircraft. The return stroke current enters the
aircraft at one extremity, flows through it, and exits from the other end. As a result
of the different impedances of the lightning channel and the aircraft, the current flowing
through the aircraft may undergo some distortion in waveform. The result is that the
waveform of the current leaving the aircraft may be different from that entering the air-
craft. Typically, the exit current rises to crest over a longer time than does input cur-
rent.

The phenomena involved are shown in Figure 2. A waveform is shown traveling along
the conductor having surge impedance ZI . Surge impedance is defined as

z=/i7W(1)
where

Z = surge impedance (ohms)
L = inductance (henries) per unit length
C = capacitance (farads) per unit length

at the point under consideration. At some point the current encounters a transition point
between the conductor having surge impedance ZI and a different conductor of surge impe-
dance Z2. At this transition point, part of the incident current is transmitted onto the
second conductor, but part of it is reflected back in the direction from which it came.
The magnitudes of the transmitted and reflected components of voltage or current at this
transition point are given by the values of transmission and reflection operators, a and a
for voltage X and 6 for current, shown in Figure 2(a).

If there are two discontinuities, as in the case of Figure 2(b), there will be reflec-
tions at each discontinuity with currents traveling back and forth, and thus oscillating,
in the intermediate conductor. The amplitudes of these oscillatory currents will diminish
as energy is transmitted from the intermediate conductor to the conductors on either end.

The geometry of Figure 2(b) approximates '.hat of a lightning current entering an air-
craft, since the surge impedance of the lightning channel is probably higher than the surge
impedance of the aircraft. When account is taken of all the reflections and transmissions
at the various transition points, the result is that the current waveforms will appear as
shown in Figure 2(c). If the entering lightning current has a fast front and a slower de-
cay, the current at the entrance of the low-impedance section (in the aircraft) will ex-
hibit an overshoot. The current at the center of the aircraft will have an oscillatory
component superimposed upon a waveform fundamentally like that of the input current, and
the current leaving the aircraft will have a slower rise time than that of the incident

lightning current. h
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Figure 2 -Surge Propagation at Transition Points.
(a) A single transition point
(b) Two transition points
(c) Waveshapes

A way in which one can tally the various reflected and transmitted currents is through
the use of the lattice diagram shown in Figure 3.

y = 1.667 y 0.667
d =0.667 d =0.667

L- At

Q z = low Z =200 t7=10

IINTERMEDIATE CONDUCTOR
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A current wave of unit amplitude enters from the left, sees the transition point,
and is partly transmitted and partly reflected. Since Z2 is less than Z1, the exiting
(leaving) current is of higher amplitude than the entering current. In the limit, a
current wave traveling on a conductor and encountering a short circuit (Z2 = 0) would
double at that discontinuity. The transmitted current then passes along the low impe-
dance conductor and after a time delay of At encounters the discontinuity at the exit end.
Here part of the current on conductor 2 is again reflected. Since the impedance of con-
ductor 3 is greater than the impedance of conductor 2, the transmitted current is less
than the incident current. A limiting condition of this would consist of a current wave
traveling on a conductor and then encountering an open circuit. The current transmitted
into the open circuit is of course zero.

The current amplitude at any point is then the algebraic sum of the reflected and
transmitted components at that point. For example, the current leaving the intermediate
conductor is 0.556 at lAt after the current enters the left-hand portion of it, 0.803
after 26t, and 0.913 after 3At, etc. The exit current thus rises more slowly than does
the incident current. At the center of the low-impedance intermediate conductor, the
current is oscillatory.

If instead of a step function a current wave of finite rise time encounters the
transition, there will be a less pronounced oscillation of current in the intermediate
conductor and less difference between the waveforms of the entering and exiting currents.

An example of this effect was demonstrated on a simple model of the NASA Space
Shuttle. A two-dimensional outline of the Shuttle was cut from metal foil and the out-
line split in the center so that the two halves could be slightly separated. The model
was suspended in the air and connected to a fine wire; a pulse current was passed along
the wire, through the model, and along the rest of the fine conductor wire to a termina-
tion resistor. The fine wire represented the channel of the lightning arc. The input
and output currents and the current at the center of the model were measured with small
transformers.

Typical results are shown in Figure 4. One significant point about the results was
that fast-rising incident currents excited a higher degree of oscillation of the aircraft
than did slower rising currents. The second significant point demonstrated was that in
most cases the waveform of the lightning current passing through the center of the air-
craft was sufficiently similar to the waveform of the basic lightning current that the
oscillatory component superimposed as a result of the change in impedance between the arc
channel and the aircraft was not significantly large.

In the case of a nearby lightning flash, the electric field from the flash will ex-
cite a dipole oscillation of the aircraft. In terms of Figure 3, the effect could be
viewed as one in which the impedance of conductors 1 and 3 was infinite, leading to
complete reflection and no transmission at the entry and exit points on a low-impedance
aircraft. A dipole kind of oscillation excited on an aircraft structure would be the
typical response considered if one were evaluating the effect on aircraft of the electro-
magnetic fields produced by nuclear explosions. The period of oscillation would be pro-
portional to the length of the aircraft; thus, large aircraft would tend to ring at lower
frequencies and higher amplitudes than would shorter aircraft.

While the response of aircraft and missile systems to the rapidly changing electro-
magnetic fields produced by nuclear explosions has been extensively studied, there have
not been corresponding studies of the response of aircraft to the electric fields asso-
ciated with the passage of a nearby lightning flash. Accordingly, the case of the nearby
lightning flash will not be treated further, except to add the cautionary statement that
it has not been proven finally that the indirect effects associated with a nearby light-
ning flash are necessarily lower than those associated with a lightning flash that con-
tacts the aircraft. In the case of a nearby lightning flash it would appear that the
aircraft structure would be subjected to currents of much lower amplitude but currents
much more oscillatory in nature. These lower amplitude-higher frequency currents might
lead to more upsets of some types of electronic circuits than would currents of higher
amplitude and lower frequency.

FIELDS WITHIN AN AIRCRAFT

A metallic aircraft is often viewed as a Faraday Screen, a concept from electrostatics
which implies that the electrical environment inside the aircraft is separate and distinct
from the environment outside. To some extent this is true for the electrical environment
inside the structure: the environment is not nearly as harsh as is the external environment.
There are, however, some important mechanisms by which electrical energy couples to the
interior of the aircraft.

The basic coupling mechanisms are shown in Figure 5. The first of these relates to
the electric field produced along the inner surface of the aircraft. This coupling mechan-
ism might be defined as a resistive voltage drop. In some cases a definite resistance
will be involved, though frequently the resistance will be of a distributed nature and
probably frequency- or time-dependent.

The second coupling mechanism involves magnetic fields in the interior volume of the
aircraft. The most conmmon and important type of magnetic field is that drawn through
apertures from the outside of the aircraft to the interior, as shown in Figures 5 and 6.
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Figure 4 - Dipole oscillation of an aircraft excited by the passage of lightning current.

On each oscillogram
(a) Fast rise of current d is the current entering the aircraft
(b) Average rise of current e is the current at the center of the aircraft
(c) Slow rise of current f is the current leaving the aircraft

This is frequently called the aperture field. There will also be magnetic fields produced
by the diffusion of lightning currents to the inside surfaces of the aircraft skins. These
are referred to as the diffusion fieZds. The diffusion fields are also related to the
frequency-dependent properties of the resistively generated electric field. Because some
of the concepts involved in the study of the diffusion fields are central to an understand-
ing of other effects, particularly with respect to the response of shielded wires, they
will be discussed in detail before fields of other origins are considered.

The third type of c-"pling involves electric fields passing directly through aper-
tures, such as windows or anopies, to the interior of the aircraft. In metal aircraft
this coupling is entirely through apertures, since virtually any thickness of metal pro-
vides comparatively good shielding. Aperture-type electric field coupling is shown in
Figures 5 and 7.

The most easily understood mechanism by which the passage of lightning current gives
rise to voltages on aircraft electrical circuits is that in which the current, flowing
through joint resistances, produces a voltage by the elementary IR voltage drop. Such a
case is shown in Figure 8. Here lightning is shown contacting a wing tip navigation light.
The lightning current flowing through the resistance of the mechanical mounting structure
of the lamp housing produces a voltage across that resistance. The voltage drop across
the resistance will have the same waveform as that of the lightning current.

.. . i .. .. . . . .. . . . n i i rl ln " " . . . . . .. - - " "l l . .
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Figure 5 - Coupling Mechanisms. (a) Resistive, (b) Magnetic Fields, (c) Electric Fields.

APERTuRE

Figure 6 - Aperture-type Magnetic Field Coupling.(a) External field patterns
(b) Internal field patterns
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The voltage at some remote point, however, may not have the same waveform, since the dis-
tributed inductance and capacitance of the wire supplying power to the filament of the
light will be set into oscillation superimposed upon the basic IR voltage.

Figure 9 shows two other examples of cases in which resistive voltages might be en-
countered. The first would be at the pylons for mounting external stores, shown in
Figure 9(a). If lightning current were to contact such external stores, it would have to
flow through the. pylons to enter the aircraft. The pylons, not generally designed as
current-carrying members and being points where the lightning current would be concen-
trated, might have a high voltage developed across them. Another example might be the
structural bolts attaching a large segment of the airframe, such as the vertical stabilizer
shown in Figure 9(b).

(b)

Figure 9 - Other Examples of Resistance.
(a) The pylons for external stores

(b) Joints in structural members

The effects of joint resistance on circuits are strongly influenced by the manner in
which circuits are grounded, as shown in Figure 10. Current flowing across the joint re-
sistance, R, produces a driving voltage: V = IR. Since the circuit across which V1 is
measured employs the structure as a ground-return path, the circuit couples all of this
voltage; thus V, would be high. A circuit employing a single-point ground does not in-
clude this resistive drop; hence V2 would be low. The use of a single-point ground, how-
ever, does not eliminate the voltage, since in this latter case the voltage at the source
end of the circuit, V3, would be high.

Figure 10 - Effects of Grounding.
(a) Structural return, V1 = IR
(b) Single-point ground, V 2 = low
(c) Single-point ground, V 3 = IR

These elementary descriptions of joint resistance should not be relied upon to pre-
dict coupling into circuits extending throughout the entire aircraft. The more massive
the joint and the lower the DC resistance, the greater will be the dependence of resis-
tance on the waveform and frequency content of the lightning current, and the greater will
be the proportionate effects of changing magnetic fields. While these effects will be
discussed in more detail in other paragraphs, one common oversimplification, shown in
Figure II, should be pointed out here. If the total end-to-end resistance of the aircraft
were 2.5 mn and a lightning current of 200,OOOA were flowing through the aircraft, the
end-to-end voltage on any circuit should not be depended upon to be less than 500 V, the
product of the lightning currept and the DC resistance. Magnetic field coupling may in-
duce voltages of equal or greater magnitude.

http://www.abbottaerospace.com/technical-library


4-9

2.5.x0'

Figure 11 - An Oversimplified Model.
e Maximum voltage is not determined only by total end-to-end resistance.

Due to the complex geometry of an airplane and of its internal electrical circuits,
it is not yet possible to accurately determine the magnitude and waveshape of lightning-
induced voltages by analytical means. Thus, most of what is known about lightning-induced
voltages in typical aircraft electrical circuits has been derived from simulated lightning
test data.

LIGHTNING-INDUCED VOLTAGES IN TYPICAL AIRCRAFT ELECTRICAL CIRCUITS

There have been several sets of tests made in which simulated lightning currents were
conducted through the aircraft and the resultant voltages and currents induced in the
aircraft wiring measured. A few examples of these measurements will be given in the fol-
lowing paragraphs, and an attempt will be made to indicate some of the important facts
learned from these tests.

Full Scale Lightning-Induced Voltage Measurements

The first set of tests to be discussed (Reference 2) was one in which high lightning-
like currents were injected into one wing of an F-89J aircraft. During the test, repre-
sented in Figure 12, the wing was fastened onto a screened instrument enclosure, which
may be viewed as representing the fuselage of the aircraft. Lightning-like currents of up
to 40,000 A were injected into the wing or into the external wing tip tank from a high-
current surge generator, allowed to flow along the wing to the outer wall of the screened
instrument enclosure, and then to ground. An example of one of the types of current in-
jected into the wing is shown in Figure 12(b). In order to obtain maximum current, the
surge generator was operated in a mode that essentially allowed the production of only
one cycle of a damped oscillatory current, unlike a typical lightning current, which would
rise to crest fast and decay at a much slower rate. The shape of the current wave must
be considered when cbserving the waveshape of some of the voltages that will be discussed.
In particular, note that at about 20 ps appears a major discontinuity in waveshape. This
discontinuity in current waveshapes is reflected in the induced voltages.

Within the wing there were a number of electrical circuits, such as those to naviga-
tion lights, fuel gauges, pumps, relays, and switches indicating position of flaps. Some
of these ran in the leading edge of the wing and were well shielded from many electromag-
netic effects, while others ran along the trailing edge between the main body of the wing
and the wing flaps. These latter were most exposed to the electromagnetic fields. All of
the circuits were relatively independent of each other; they were not, as a general rule,
bundled together in one large cable bundle, a practice that provides maximum coupling from
one circuit to another and makes analysis difficult.

The first circuit that will be discussed, shown in Figure 13, was a circuit supplying
power to a position light mounted on the external fuel tank. An electrical diagram of the
circuit, shown in Figure 13(b), shows that the circuit consisted of one wire supplying
power to the filament of the position light with the return circuit for the light being
through the wing structure. Accordingly, if the lightning current contacts the external
tank, that circuit will be influenced by the resistance RI of the hangers fastening the
tank to the wing, by R 2, the inherent resistance of the wing, and by magnetic flux arising
from the flow of current.

Typical results for the stroke position shown are given in Figure 13(c) and 13(d).
The basic waveform of the open circuit voltage is seen to rise rapidly to its crest and
to decay more rapidly than does the injected current shown in Figure 12(b). As a result,
the open circuit voltage appears to be the time derivative of the basic lightning current
waveform and thus was responding primarily to the magnetic flux associated with this cur-
rent. A high frequency oscillatory voltage is also superimposed on the first several mi-
croseconds of the basic voltage waveform. This voltage is attributable to the traveling
wave reflections in the airframe and will be discussed further in subsequent paragraphs.
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Figure 12 - High Current Injection Tests on the Wing from an F-89J.
(a) Test arrangement (b) Waveshape of injected current
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When the conductor was shorted to ground at the instrument enclosure, the short cir-
cuit current rose to its crest in approximately the same length of time as did the in-
Jected current and displayed much the same waveshape as the injected current.

Figure 13(e) shows an approximate equivalent circuit that might be derived. Ll and
Rl represent a transfer impedance between the current flowing in the wing and the voltage
developed on the circuit. L2 and R2 represent the inherent inductance and resistance of
the wires between the fuselage and the light. The transfer inductance and resistance,
which it should be emphasized do not necessarily represent any clearly definable resis-
tance or inductance of the wing, are merely those values which, when operated upon by the
external lightning current, produced the observed open circuit voltage.

A different type of circuit is that shown in Figure 14. In this circuit a conductor
ran through the leading edge of the wing and terminated in an open circuit on a pylon
mounted underneath the wing. In the electrical detail circuit shown in Figure 14(b), it
can be seen that this circuit would not respond to the voltage developed across the re-
sistance between the tank and the wing. The circuit would respond in some measure to
some fraction of the wing resistance and to some fraction of the magnetic field set up
by the flow of current in the wing, but since the circuit was only capacitively coupled
to the wing, the total coupling impedance should have been, and was, less than that of
the circuit shown in Figure 13. The purpose of the conductor shown in Figure 14 was to
supply power to a relay and to explosive bolts in the pylon used to hold a weapon.

SPYLON

GENERATOR(a) r(b)

(C)

~NOT DETERMINED

0.06nil

(d)

Figure 14 - A Pylon Circuit - Open at Pylon.
(a) Circuit orientation
(b) Electrical details of circuit
(c) Open circuit voltage
(d) Equivalent circuit
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In Figure 14 the pylon was not installed, so there was no load on the conductor. Figure 15
shows the results when that pylon was installed, when the conductor was connected to a
relay with a return through the aircraft structure, and when the lightning flash was al-
lowed to contact the pylon. The combination of a structural return path for the circvit
and a lightning flash terminating upon the pylon and thus including the resistive drop
across R3. the resistance between the pylon and the wing, served to make the voltage much
greater than it was when the conductor was open circuited. No attempt was made to com-
pletely analyze from which area the total amount of magnetic flux was coming or whether
the flux 01, representing that in the pylon, or *2, representing the flux within the wing,
was the larger.

(c)

Figure 15 - A Pylon Circuit-Loaded at Pylon.
(a) Circuit orientation
(b) Electrical details of circuit

(c) Open circuit voltage

Several significant things were learned from these measurements. The first was that
the voltages induced in a typical circuit within the wing consisted of a magnetically
induced component and a component proportional to the resistance of the current path
through the airframe. Also, the location at which the lightning flash contacted the wing
had an important effect on the magnitude of voltages developed on different circuits.

Lightning Transient Analysis Measurements

These induced voltage measurements (Reference 3) were made on an F-8 aircraft fitted
with a fly-by-wire control system. The fly-by-wire controls, shown in Figure 16, con-
sisted of a primary digital system, a backup analog system, and a cormnon set of power
actuators operating the control surfaces. The major components of the control system
were located in three locations: the cockpit, where sensors coupled to the control stick
~,rovided signals for the control systems; an area behind the cockpit, where there was
oca ted the digital computer; and a compartment behind and below the cockpit on the left
side of the aircraft. This latter compartment was one that would mormally have been oc-
cupieu by guns; accordingly, it will be referred to as the "gun bay". In this gun bay[ i
were located the interface and control assemblies.

Several hydraulic actuators were located at each of the major surfaces. These were
interconnected to the fly-by-wire control systems through wire bundles that ran under
the wings. The control systems did not depend upon the aircraft structure as a return
path; the system had a single-point ground, located at a panel in the gun bay. By and
large, none of the control wiring in the aircraft was shielded.
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Figure 16 - Location of Fly-by-wire Control System Hardware
and Wiring Bundles in F-8 Aircraft.

In contrast to the tests on the wing of the F-89J aircraft, in which high amplitude

currents were injecred into the wing from a high-power surge generator, the tests on the
complete F-8 aircraft were made with what has been called the transient anaZysia tech-
nique, in which a portable and relatively low-power surge generator is used, capable of
injecting currents ofa waveform similar to that found in lightning, but of a much lower,
and nondestructive level. During the tests on the F-8, the injected current was about
300 A. It was a current rising to crest in about 3 vs and decaying to half value in
about 16 vs. This waveform is shown in Figure 17.

IV.!
EW-W

1 ps/div. 83 A'div. 2 O s/div. 83 A'div.

Figure 17 - Simulated Lightning Test Waveform.

The first set of measurements to which reference will be made was that on a set of
spare conductors running between an interface box in the gun bay and a disconnect panel
located near the leading edge of the vertical stabilizer. The routings of the circuit
and the induced voltage waveforms are shown in Figure 18. The voltage measured between
the conductor and ground consisted of a high-amplitude oscillatory component and a much
lower amplitude but longer duration component. The oscillatory component was excited by
magnetic flux leaking inside the aircraft, while the longer duration component was pro-
duced by the flow of current through the structural resistance of the aircraft. The
voltage measured between conductors (the line-to-line voltage)was much lower in amplitude

than the voltage measured between either of the conductors and the airframe (the line-to-
ground voltage) as would be expected in a well-balanced circuit.

The second set of measurements was made on a circuit running from the interface

control unit in the gun bay to a wing position indicator switch located iinderneath the
leading edge of the wing. The wing on the F-8 aircraft could be raised or lowered around
a pivot point towards its rear in order to change the angle of attack during landing and
takeoff. The purpose of the switch was to indicate the position of the wing. The volt-
ages induced on that switch circuit are shown in Figure 19. The voltages measured from
line to airframe were higher than those measured from line to line, but is is significant
that the line-line voltages, while of a somewhat different waveshape, were not much lower
than the line-to-ground voltages. The reason for this lay in the fact that the load impe-
dances in the interface box in the gun bay were different from each other on the two
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Figure 18 - Spare Conductor Measurements on P22 (Pin 24 to airframe).
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Figure 19 - Voltages Induced in Wing Position Indicator Switch Circuit at Open Plug P22.

sides of the circuit. One side connected to a power supply bus, while the other side
probably connected to an emitter follower. Another significant feature about these volt-
ages was that they were again of an oscillatory nature. They were apparently excited by
the leaiage of magnetic flux inside the aircraft and were not exited by'the drop in poten-
tial along the structural resistance of the aircraft.

Figures 20 and 21 show voltages measured on two different circuits going to actuators,
one (Fig. 20) going to the left pitch actuator and the other (Fig. 21) going to the left
roll actuator. In both cases the voltages displayed were the output of the driver ampli-
fier used to control the servo valve in the actuator. Both of these were line-line volt-
age measurements. The significant feature about these measurements was, again, that the
characteristic response was oscillatory and apparently excited by the leakage of magnetic
flux inside the aircraft.

On the F-8, as is typical of most aircraft, the control wires were laced together
into fairly large bundles. The routing of some typical bundles in the gun bay housing
the backup and interface electronic control boxes is shown in Figure 22. While it was not
possible to measure the current on individual wires within these cable bundles because of
limitations of measurement, techniqueand because of the large number of wires within the
bundles, it was possible to measure the total current flowing on the various bundles. This
was done by clamping around the bundle a current transformer have a split core.
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Figure 20 - Left Pitch Valve Drive Ouput (high to low) at Plug 22 (system
battery powered).
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Figure 21 - Voltages Induced in Left Roll Valve Drive Output Circuit (Pins
44-45) at Open Plug P22.

The bulk cable currents were also found to be oscillatory, just as were the voltages

on conductors described earlier. Since the flight control wiring did not make use of mul-

tiple ground points within the aircraft, it follows that none of the currents in these

cable bundles would exhibit any of the long time response characteristic of multiple-
grounded conductors.

Figure 23 shows a statistical distribution of the peak amplitude of currents in all

of the cable bundles upon which measurements were made. The distribution is shown both

for the actual current amplitudes injected into the aircraft and in terms of what those

currents would be if the results were scaled up to currents representative of actual

lightning flashes. In terms of an average-amplitude lightning flash of 30,000A, the

total current on most cable bundles would have been on the order of 20 to 100 A.

Measurements were also made of the amplitude and waveshape of the magnetic field at

a number of points in and around the aircraft. One location upon which attention was

concentrated was the cockpit, since the cockpit is an inherently unshielded region and

one in which many control wires would be subjected to changing magnetic fields. The posi-

tions at which fields were measured, the peak amplitude of the fields, and the predominant

orientation of the fields are shown in Figure 24. A significant feature about these meas-

urements is that there was no orientation of the magnetic field probe that resulted in a

zero output, which indicated that the orientation of the magnetic field was not uniform

with respect to time. The field produced at any one point was the sum of the field pro-

duced by oscillatory current in the various structural members as the current in those

structural members changed with time.
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i Figure 22 -Cable Bundles within the Gun Bay.
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Figure 23 - Distribution of Amplitudes of Cable Bundle Currents
(measured in left gun bay).

Some measurements of the magnetic fields within the fuselage are shown in Figure 25.
The measurments showed first some oscillatory magnetic field, followed by a field which
rose to crest at a time much longer than the crest time or even the duration of the light-
ning current that was injected into the aircraft. Oscillogram No. 452 in Figure 25 indi-cated the rate of change of field as falling to zero at about 400 uis. This would indicate
that the field itself reached its crest value in about 400 vs.
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Figure 25 - Magnetic Fields Inside the F-8 Fuselage.
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Some of the significant points about the results of tests on this aircraft may be
summarized here. The first was that the use of a single-point ground system did not eli-
minate all transient voltages produced by the flow of lightning current through the struc-
ture of the aircraft. It minimizes the amount of voltage appearing between each wire of
a circuit, but a much larger induced voltage may still appear between either wire and
ground at the ungrounded end of the circuit. The ranges of induced voltages measured in
various flight control circuits in the F-8 airplane, extrapolated to correspond to full
threat conditions, are presented in Table I.

TABLE I - Ranges of Peak Induced Voltages Measured in the NASA F-8.

Induced Voltages Scaled

Location and to iL 200 kA
Circuit Connector No. Fast iL Waveform

FUSELAGE

FCS Grd. to A/C Grd: 420-653
(in Gun Bay)

28 VDC Busses 213-346

Interface Elec-
tronics Test 160-519
Receptacle

DFCS (AGC) J25 353-1059

Pitch, Roll and Yaw J2 286-559
Servos

COCKPIT

Mode and Power J14 206-932
Control Panel

WING AREA

Primary Circuits to J105 286-1039
Left Roll Actuator

Backup (Channel 2)
Circuit to Left J205 127-1172
Roll Actuator

TAIL AREA

Primary Circuits to J107 280-1705
Yaw Actuator

Backup (Channel 3)
Circuits to Yaw J307 84-2005
Actuator

Another significant point is that the total current on the cable bundles was of the
order of 20 to 100 A for an average lightning flash. This bulk cable current was again
oscillatory, with a frequency tending to correspond to the length of the cable bundle.
The equipment bays in this aircraft, not being designed for electromagnetic shielding
qualities, allowed significant amounts of magnetic flux to develop within those bays.
This is particularly true of those bays intended for ease of access.

SEMICONDUCTOR FAILURE MECHANISMS

Failure of an avionic system to function properly may result from damage to a single
component device when it is subjected to a transient voltage or current. Systems vulnera-
bility evaluation therefore requires that one know the failure thresholds for devices sub-
jected to transients. Simulation of failure resulting from transients at the component
level can be conveniently performed in the laboratory by means of high-voltage generators.
Information from such simulation can then be correlated with the lightning-induced volt-
ages by analytical techniques. Semiconductor electronic components are generally more
vulnerable under pulse conditions than are nonsemiconductor components; therefore, most
of the discussion of this section will be devoted to semiconductors.

In addition to the theoretical correlations just described, experimental data have
been used in the development of empirical relations which are obtained from two models of
semiconductor junction devices - the junction capacitance model and the thermal resistance
model. These models provide a framework from which the power failure threshold of an un-
tested device can be estimated from the quantities listed in a data sheet description pre-
pared by manufacturers for a diode or a transistor.
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Semiconductor Breakdown Modes

There are two principal breakdown modes for semiconductor PN junctions, as follows:

1. Surface damage around the junction as a result of arcing.
2. Damage to the junction region as a result of elevated temperatures.

Surface damage refers to the establishment of a high-leakage path around the junction
which effectively eliminates any junction action. The junction itself is not necessarily
destroyed, since, if it were possible to etch the conducting material away from the sur-
face, the device might be able to return to its normal operating state. This is not
practical, of course, in an operational semiconductor. It is likely that the formation
of any surface leakage path would be the result of excessive heat formation in the bulk
of the material, and this would typically be an irreversible phenomenon. It is very
difficult to predict analytically the conditions which will lead to surface damage be-
cause they depend upon many variables, such as the geometrical design and the details of
the crystal structure of the surface. The theoretical prediction of surface arcing under
pulse conditions is not practical (Reference 4). It should be cautioned that surface
damage, in the general case, may occur in devices at power levels which are orders of
magnitude below those sustainable by devices in which bulk damage occurs (Reference 5).

Bulk damage, which results in a permanent change in the characteristic electrical
parameters of the junction, indicates some physical change in the structure of the semi-
conductor crystal in the region of the junction. The most significant change is melting
of the junction as a result of high temperatures. Other types of change may involve the
impurity concentrations, the formation of alloys of the crystal materials, or a large
increase in the number of lattice imperfections, either crystal dislocations or point
defects.

The simplest structure to analyze is a diode, as shown in Figure 26. In this diode
a current is assumed to flow as a result of some outside stimulus and, in doing so, to
produce a voltage across the diode. This voltage may be the forward bias voltage (0.5
to 1.5 V), or it may be the reverse breakdown voltage if the outside stimulus has biased
the diode in the reverse direction. Assume that I is a square wave and that V is not a
function of time, as it might be if V depended upon the junction temperature. The instan-
taneous power dissipated in the diode is then a square pulse of magnitude:

P - IV (2)

and the total energy produced is

W - Pdt = IVt (3)

0

Both experimental and theoretical analyses indicate that the power (or energy) required
to cause failure depends on pulse width: the narrower the pulse, the greater the power
required to cause failure. Over a broad range of times, typically between 0.1 us and
100 us, the power required to cause failure is inversely proportional to the square root
of time. For very short pulse durations the power required to cause failure is inversely
proportional to the first power of time and for very long pulse durations the power re-
quired to cause failure is a constant. These relations may be expressed by the following
equations:

Pt - C t<T o  (4)

Ptk - K To<t<100 us (5)

P = Constant t> 100 us (6)

where To generally lies between 10 ns and I vs.

Figure 27 (Reference 6) shows an example for a 10 W diode. The most important region is
the center region, where

P - Kt- k (7)

Junctions are less susceptible to burnout when operated with forward bias: first,
because the power produced by a given current is lower when flowing through the low for-
ward bias voltage VBD, and, second, because the current is more uniformly distributed
across the junction in the forward direction. Accordingly, it requires more power in
the forward direction to cause failure. An example is shown in Figure 28 (Reference 7).
The 2N2222 transistor is a 0.5 W NPN silicon high-speed switch.

Damage Constants

From curves such as those of Figure 28, the value of a damage constant, K, can be
determined and tabulated for a variety of devices. The appropriate threshold damage
curve can then be reproduced as desired from a single damage characterization number,
the damage constant K. It is convenient to express K in kW • Vsk, since the value of K
in these units then becomes numerically equal to the power necessary for failure, dissi-
pated by a square pulse of 1 us duration. If this point is located on a log-log graph
(Figure 27 or Figure 28), then a curve of slope, -k drawn through this point reconstructs
the curve fit to the data for a particular device, and the power for failure at other
pulse durations can be read directly from such a graph. Ideally, the K factor should be
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Figure 26 -Voltage and Current through a Diode Junction.
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Figure 27 -Expected Time Dependence of Pulse Power Failure:
Threshold for an Example 10 W Diode.
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Figure 28 -Experimental Data Points for Failure of the Base-emitter: Junction
of a 2N-2222 Transistor for Forward and Reverse Polarity Voltage Pulses.
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known for both the forward bias and the reverse bias conditions. Generally, only the K
factor for the reverse bias condition is known. This limitation gives conservative
answers, since K for the reverse bias condition is almost always lower than is K for the
forward bias condition.

The magnitude of the damage constant depends upon the type of junction under consider-
ation: broadly speaking, it is larger for large junctions and smaller for small junctions.
Figure 29 (Reference 8) shows the rane of the damage constant for typical diodes and
transistors. These damage constants have been termed "K factors".

Diodes Transistors~~~~~I I T III] .~ll I II.."1 I Iln I 1lll .I1 .i l .1 
I  

- - .lll .1 I .1 rl l i i l

Rectifier Diodes High Power Transistors 1
Refere.nce Diodes Silicon Controlled Rectifiers

Switching Diodes Germanium Transistors

Point Contact Diodes Switching Transistors

Microwave Diodes Low Power Transistors

0.001 0.01 0.1 1 10 100 0.01 0.1 1 10 100

Damage Constant. K Damage Constant. K

Figure 29 - Ranges of Pulse Power Damage Constant for Diodes and Transistors.

K Factors Determined Experimentally

Experimentally the K factor is determined by injecting power pulses into the semi-
conductor junction, starting at low levels 'r.d increasing the levels until either failure
or significant degradation of the junction occurs. Devices would normally be pulsed in
both the forward and reverse directions.

The K Factors and breakdown voltages for a large number of semiconductors are given
in Reference 9. In the case of transistors, the K factor listed generally refers to the
base-emitter junction, since this is generally the junction most susceptible to burnout.
In all the cases the K factor refers to the reverse bias direction.

K Factor as Determined from Junction Area

If the K factor is not measured, it may be estimated by one or more of three methods.
The most accurate of the indirect methods involves a knowledge of the area of the junc-
tion. If the area is known, the K factor may be estimated from the following relations
(Reference 10):

Diodes: K = 0.56A (8)

Transistors: K = 0.47A (9)

K in kW • Vsk

A in cm
2

For transistors, the junction area to be used is that of the base-emitter region. This
is generally the weaker junction (lower breakdown voltage), and it is that for which the
experimental average value for K(A) was obtained.

This method is of course limited by the availability of information on junction area,
but where such information is available, the method yields damage constants accurate to
within a factor of two. For planar devices, the junction area can often be measured on
the silicon chip.

K Factor as Determined from Junction Capacitance

The next most reliable method of determining the damage constant is from a knowledge
of the capacitance (C ) and breakdown (VBD) of the junction. For three different cate-
gories of devices, th* relations are (Reference 11):

Category 1 - insufficient data (10)

Category 2 - K = 4.97 x 10- 3 Cj VBD 0.57 (11)

Category 3 - K - 1.66 x 10-4 Cj VBD 0.992 (12)
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The different categories are
Category 1 - Germanium diodes and germanium transistors

Category 2 - Silicon diodes, all silicon transistor structures except planar
and mesa

Category 3 - Silicon planar and mesa transistors

If the junction is a transistor base-emitter junction, the capacitance used should
be taken at a reverse bias of approximately lV. If it is a collector-base junction or
a diode junction, the value should be taken at the reverse bias of approximately 5 to IOV.

Integrated Circuit Failure Data

A limited amount of data relating voltage and current durations to the breakdown of
integrated circuits is available. Figures 30 (Reference 12), 31 (Reference 13) and 32
(Reference 14) show the results of measurements on SN55107 line receivers, SN55109 line
drivers, and CD4050 AE hex buffers.

VOLTAGE/CURRET=OM

AVG v/ ,z=0 VOLTAGE_

01

MIN

X0

PULSE DURATION - MICROSECONDS

Figure 30 - Damage Thresholds of SN 55107 Line Receivers.
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Figure 31 - Damage Thresholds of SN 55109 Line Drivers.
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Figure 32 - Damage Thresholds of CD 4050AE Hex Buffers.

CAPACITOR FAILURE NCHANISMS

Capacitors fail by a mechanism different from that of semiconductors. The mechanism
of capacitor failure depends upon the type of dielectric. Capacitors with solid dielec-
trics- paper, Mylar, or ceramics- will, when subjected to nonrepetitive transients, either
fail by puncture of the dielectric or not fail at all. Typically, a capacitor can with-
stand short-duration transient voltages several times greater than the DC rating of the
insulation. The pulse-breakdown rating of the dielectric, however, is not a constant
ratio to the DC voltage rating, nor is it normally part of any manufacturer's specifi-
cation. Accordingly, it is safest to consider that such a capacitor is in danger of
failure if the pulse voltage exceeds the DC rating of the capacitor.

Electrolytic capacitors, on the other hand, do not experience abrupt failure when
exposed to short-duration transients. If the voltage across the capacitor exceeds the
voltage used to form the dielectric film, the dielectric film begins to conduct. After
the pulse has disappeared, the dielectric returns to nearly its normal state. During
the transient period the dielectric film can carry substantial transient current with-
out permanent or catastrophic degradation. Transients, however, may lead to inreased
leakage currents. An example of data that is available relates to a series of tests made
on tantalum electrolytic capacitors of value 0.47 pF, 0.047 VF, and 0.0047 vF with a DC
voltage rating of 350 V (Reference 15). The data indicate that failure (defined as a
substantial increase in the leakage current at voltages of less than 350 V) can generally
be associated with the time during which internal conduction occurs. For these compo-
nents, conduction was initiated at 3 to 4 times the voltage rating. Leakage current in-
creased continuously with time of conduction, from initial values of a few nanoamperes
through milliamperes. The value of the capacitance determines how quickly the voltage
across the capacitor reaches the breakdown voltage range, 90 to 140 V, which then relates
to the time of conduction and the extent of damage. Figure 33 (Reference 16) shows the
data for the nine 0.0047 UF capacitors tested. For a particular pulse duration of 5 )is,
an increase in leakage current is expected; for pulse voltages of 100 to 150 V and for
pulses of 150 to 200V, an increase in leakage current to several milliamperes is possible.

EXAMPLES OF USE OF DAMAGE CONSTANTS

Some examples of how the preceding material may be used to determine whether or not
a given transient will cause drmage to semiconductors follow. The first circuit chosen
for analysis is shown in Figure 34 and is a simple remote-controlled relay. Across the
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terminals of the relay coil there is a diode which would be exposed to the same transients
as those to which the coil is exposed. The analysis approach that will be taken is first
to calculate the current level that would cause the diode to fail and then to see whether
or not the transient voltage source could supply that current. It will be assumed that
the oscillatory pulse is a transient of I MHz frequency or 1 Ps period. At this frequency
the inductive reactance of the relay coil would be sufficiently large that the relay
could be neglected. The current required to cause failure at time, t, would be (from
equation 13):

Pf Kt-k
IF V (13)VBD VBD

8-10us 4-6us Pulse Width

100

i

5xlOrB - /
0

10.6 _.L-..m.

50 100 150 200 250 300

Pulse Height (V)

Figure 33 - Representation of Pulse Test Data for Sprague 0.0047 PF
Electrolytic Capacitors.

TRANSIENTR SOURCE DIN540i

iv RELAY
ITRANSIENT i+VSREA

Figure 34 - Simple Remote-controlled Relay.

For a IN540 diode, the reverse breakdown voltage, VBD, is 400 V and the damage constant,
K, is 0.93 (Reference 17). If a 200 ns pulse is used to approximate at 1 MHz damped sine
wave, the failure current for the -diode would be

0.93(2 x l0-7)- (14)

I F ' 400

IF - 5.2 A

Assume now that the impedance of the source from which the voltage transient generates is
10 R. The voltage required to produce a current of 5.2 A through the diode would be

VTransient = VBD + ITransient Rsource (15)

(400V) + (5.2A)(I0n)

VTransient = 452 V

Therefore, a 452 V pulse, 200 ns wide or a 1 MHz damped sine wave having a peak amplitude
of 452 V would cause the diode to fail.
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The second circuit chosen for analysis is the simple phase-splitter amplifier shown
in Figure 35. The first step in determining the input current required for damage is to
simplify the circuit. Again assume that the voltage source producing the transient is a
damped sine wave of 1 MHz frequency. At such a frequency the reactances of capacitors
Cl and C2 will be so small that they may be neglected. Likewise the 12V power supply
line can be considered to be at AC ground potential. The resultant circuit after simpli-
fication is shown in Figure 36. The circuit can be further simplified by determining the
equivalent resistances for the base and for collector circuits. The base-emitter junction
and the base-collector junction can also be replaced by their diode equivalents to repre-
sent operation in the breakdown regions. This simplified circuit is shown in Figure 37.
Also shown in Figure 37 are the breakdown voltages and damage constants for the 2N706B.

The circuit is now simplified to the point where it lends itself easily to hand analy-
sis. The next step is to determine which junction will fail and what the failure mode is.
The passive components are generally able to withstand higher energies for short-duration
pulses than can transistors. Therefore, the transistor is the first element to consider
for damage. Failure is also assumed to occur in the reverse biased direction.

Using the Wunsch damage model (P = KtO), a calculation is made to see whether the
emitter-base junction or the collector-base junction will fail first.

PEB = KEBt- = 17 W (16)

PCB = KCBt = 130 W (17)

R33

100

R2  R

I1K 300

R~2N706
REMP C1  20I

101.F R5  I
V 820 3.9K R 2

VEM j ______430 40~i 620

Figure 35 - Phase-splitter Circuit.

R2 R4  100

IK . 300 R33

REMP R5

R, R 20

V F E P'820 3.9K 6  9

430 620

Figure 36 - Simplified Phase-splitter Circuit.

This calculation shows that the emitter-base junction is the more susceptible. The cur-
rent required to fail the emitter-base junction would be

P
I PEB - 3.4 A (18)
jF VBD

The voltage from the base to ground is

VBASE - BVEBO + IjFREQ2 1.5 kV (19)
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REMP

100 IDE DC

6" 5V + 25V

VEMP R EQ1RE0 3

450 400

2N706: KEB = 0.0O75watt-secV BVEBO = 3V
KCB = 0.058 watt-see BVCBO = 25V

Figure 37 - Further Simplification of Phase-splitter Circuit.

The current through the collector-base junction is

CB ASEBVCBO = 3.7A (20)
CB REQ3

The power dissipated in the collector-base junction is

PCB 
= 
BVCBOICB = 93W (21)

which is below its failure-threshold power.

The total current into the circuit is then

ITransient IjF + ICB + VBASE = 9.4A (22)

and the ITransient voltage required to cause failure is

VTransient = VBASE+ ITransien t RSource 2.5 kV (23)

Therefore (assuming a 100 Q source impedance) a 2.5 kV pulse, 200 ns wide, will cause

the transistor to fail.

Limitations to the Above Techniques

Certain limits to the accuracy and application of the theoretical and empirical dam-
age models just described exist and must be noted in estimating component device vulnera-
bility. The models have been verified only for diodes and bipolar transistors. Other
devices, such as FETS and unijunction transistors, have been tested in insufficient num-
bers fDr definite conclusions to be drawn as to their conformance with the model. Also,
the results and models which are presented apply strictly only to an isolated device-
that is, not to a device in a circuit. In the case of a multiple-terminal device, they
apply only to the two terminals connected for test, with any other terminals open.

The assumptions made about junction heating and transfer of heat in the derivation of
the models limit their applicability to the region of pulse durations of approximately
0.1 to 20 us. For longer times, appreciable heat transfer may take place away from the
junction area during the pulse input. For short pulses the power levels are so high
(I to 10 kW) that very large currents flow; consequently, the joule heating in the bulk
materials is appreciable. The transition behavior between these three regions of pulse
duration is not well defined and may vary from one device type to another. Examination
of available data indicates the transition region generally between 100 ns and i us.

Still another limitation is fundamental to the work summarized in this section: it
applies only to junction burnout. Other modes of device failure, such as metallization
burnout and internal arcing, are not treated here. Based on the results obtained in
studies of junction burnout, it would seem that other effects, such as metallization
burnout, occur at higher power input levels than those input levels sufficient to damage
the junction.
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MODELS FOR ASSESSING HAZARDS DUE TO LIGHTNING

P.F. Little
Culham Laboratory

Abingdon Oxfordshire

SUMMARY

The characteristics of lightning current pulses and the radiated fields produced by
lightning are summarised. The transmission-line model of the ground flash is considered
and the derivation of the parameters of the line from the physical processes taking
place is treated in various degrees of approximation. Changes in the shape of the
current pulse occur as the return stroke is propagating, and the implications of thcse
changes in waveform are discussed. The transition from leader channel to return stroke
channel may be regarded as a shock front, and this aspect is explored also in respect
of the leader advance. The coupling of fields and currents due to lightning into the

aircraft when it forms part of the'return stroke channel and when it is close to an
independent stroke are considered in the light of these physical models.

1. INTRODUCTION

The general characteristics of lightning discharges have been described in earlier
lectures. A brief review of the most important features of the higher-frequency
components of the current pulse and the radiated spectrum is presented here, together
with some comments about the effects of the complex shape of the lightning channel
itself. The return stroke phase is then considered as a transmission line, with the
aircraft behaving as an inserted section of different characteristic impedance. It
becomes clear that the greatest rates of rise of current are likely to occur at the
point where a leader from cloud or ground meets an opposing leader, and the gap between
cloud and ground is bridged. Intracloud discharges are compared with ground flashes
on this model. The progress of the leader itself, and the advance of the return stroke
along the pre-ionised leader channel, appear to involve shock wave phenomena in the
electron fluid which forms one constituent of the plasma of the arc channel. The shock
wave picture is outlined, and its application to leaders and return strokes described.
The interaction of lightning with aircraft is then considered in comparison with the
effects of the electromagnetic pulse from a nuclear explosion, which has been intens-
ively studied. The relevance to effects from nearby strikes which do not attach
directly to the aircraft is obvious, though some differences exist. A direct strike
to an aircraft defines the net current flow rather than the amplitude of an incicent
electromagnetic wave, hut the coupling from given skin currents and surface charges to
internal wiring and electronic systems is the same no matter what the origin of these
currents or charges. The approaches developed during studies of nuclear electromagnetic
radiation are applicable to direct attachments and t. nearby strikes when this part of
the coupling T-oblem is being considered.

2. SUMMARY OF LIGHTNING CHARACTERISTICS

2.1 Current Pulse Waveforms

Flashes lowerirng negative charg predominate in-nature, and thoce lowering p>1txve
chirg- often begin with an upward-going leader from a high point at ground potential
(Anderson and Eriksson, 1979). All Berger's (1978) measurements of positive discharges
(San Sadvatore) are of upward discharges. Downward negative flashes have been most
recently analysed by Anderson and Eriksson, from whose data Table 1 has been extracted.

Table 1

Characteristics of Negative Downward Flashes

Parameter Position Number Percentage of Cases
in of

Flash Cases Exceeding Tabulatcd Value

95% 50% 5%

Maximum di/dt First Return Stroke 75 9.1 24 65
(kA/ws)

Subsequent Strokes 113 7.5 38 190

Rise Time, 30%-90% First Return Stroke 75 0.9 2.3 5.8
(s) S

Subsequent Strokes 113 0.h7 0.35 1.8
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The average shapes of the current pulse for these two classes of stroke are compared in
Figure 1. The initial rise is concave, with the maximum rate of rise occurring at about
80% of the peak amplitude. Subsequent strokes rise much faster than first return
strokes.
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Figure 2. Spectrum of lightning flash
Figure 1. Lightning current pulse shapes at lOkm

Positive flashes display current pulses that rise more slowly and fall much more slowly
than the negative flash pulses. Usually only one positive stroke appears, giving a
current pulse typically 250ps long at half-amplitude, compared to 8011s for negative
first strokes and 30us for negative subsequent strokes (Golde, 1977). High frequency
energy is less likely to be generated with positive strokes from this data. The highest
frequencies to be expected, from less than 5% of subsequent strokes with rise-timas of
O.07ps, lie in the region of 2 MHz. This rise-time limit may be instrumental however.
It should be noted that all the information is derived from ground-based measurements.

2.2 Observations of Radiation from Lightning Flashes

(a) Scope

We are concerned here only with nearby flashes, usually termed 'close'
lightning although the radiation or 'far-field' component is dominant.

Measurements of the E- and B-fields due to a lightning flash are made either
by measuring RF radiation in various frequency bands or by recording the magnitude of
the total field changes. We consider here only the E-field values obtained in both ways:
ine B-fields are consistent with these.

Slow E-field changes, which we shall not discuss, occur in times of order
0.1 s during the whole flash, with fast changes superimposed. The rise-time of the
fast E-field pulses is of order 5ps or less, and their duration lOps or less. The
spectrum of the RF radiation emitted peaks at about 5 kHz and extends beyond 10 GHz in
frequency.

(b) RF Radiation

The radiated field intensity due to lightning is inversely proportional to
the distance from the flash if that distance is greater than 10 km approximately. This
scaling holds for individual sources of radiation down to distances of 500 m for,
frequencies above 100 kHz if the sources are much less than 500 m in extent. Since the
radiation from a travelling current pulse behaves as if emitted from the ends of a
straight conducting channel, or from bends in a tortuous channel, the sources are likely

to be small compared to 500 m. They may be distributed over distances of several
kilometres.

Amplitude spectra for the RF radiation emitted at a frequency of f Hz (f>10
5 )

from a ground flash are approximately represented (see Figure 2) by the expression.

E = l1ll Vim for I kHz bandwidth
f

a' a distance *)f 10 km. Above 300 kHz a cloud flash behaves similarly. The scaling

of F with bandwidth W depends on the pulse repetition ate. As an approximation for
an extremely low rate E - W: for very high rates E W.
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Some features of the RF radiation spectrum emitted during the initial break-
down phase and the leader development are described in Figure 3. The mechanism of
the radiation is still under investigation.

Below 300 kHz single RF pulses appear, associated with a return stroke (about
4 per flash) or a K-change (about 40 per flash). Above 300 kHz the number of pulses
per flash increases. Pulses are emitted during the breakdown processes associated with
the movement of leaders in the cloud, recoil streamers (perhaps propagating along
twisted channels) and leaders to ground. The average rate of pulse emission rises
from 2 x 103 s-1 at 3 MHz to a maximum hear 104 s- at 300 Mlz. Signals at HF and VHF
are partly quenched after return strokes and K-changes, probably because probing
streamers are absent after charged pockets have been neutralised by these events. Above
10 MHz and in the VHF band (to 300 MHz) dart leaders and recoil streamers (K-changes)
are the strongest sources of radiation. Above 300 MHz the pulse emission rate continues
to fall and return strokes become more important again. At 10 GHz few pulses appear,
each being associated with a return stroke. Figure 4 shows the general structure of
signal observed.

GROUND DISCHARGE

a RETURN
_J LEADER STROKES FREQUENCY

200
1-4 E

-. RECOIL STREAMERS
0 100 kH>

_ 10 MHz

103 :K

B 20 I

)~ :Bth~r 0

1 0. z II 1~

L e 100 kHz

4R: return ml 0
10 I0-  10-1 1 10 102 0 40 80 120 160

Frequency (MHz) TIME -ms

Figure 3. Spectrum of lightning Figure 4. Schematic description of the
phases at 10km. structure of lightning radiation.

The observed rate of emission depends upon receiver characteristics, and the
variation between discharges is large. Cloud flashes produce somewhat more pulses than
ground flashes.

(c) East E-Field Changes

The amplitude of these pulses from a return stroke 10 km distant is typically
50 V/rn, with approximately a log-normal distribution. When the signals are expressed
relative to the median value in dB the deviation is about 7dB. Pulses lowering
negative charge are defined as positive pulses by the observers.

The pulse shape is initially concave, rising slowly for about 5iis when the
source is the first return stroke and for about lps with subsequent strokes. The final
rise to the peak is very fast, occurring in a time of order O.lius or less. This
difference is reminiscent of the difference in the current waveforms themselves
(Figure 1). The decay time is approximately 50iUs for the first stroke and 20iis for
subsequent strokes, but the pulse shape is complex. Several subsidiary maxima appear
after the main peak (see Figure 5).

First return strokes are preceded by a stepped leader, and the pulsed
currerv of this leader generate a train of unipolar E-field pulses. Their rise times
are ss than lps, and typically about O.3ijs: the lower limit is not known. The pulse
wid n is 0.5ujs and the amplitudes increase just before the return stroke, reaching
]0 V/m (10 km distance). Subsequent return strokes may be preceded by a dart-steppedL °

leader, which produces a similar train of fast E-field pulses: dart leaders yield no
such train, but the fast part of the return stroke pulse following these leaders is
typically 80 V/m in amplitude.
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In contrast to the unipolar form of the pulses produced by return strokes and
leaders to ground, the basic wave shape of large pulses from a cloud process is bipolar.
The initial half-cycle is usually positive if the event is a precursor to a ground
flash, and usually negative if an isolated cloud discharge is developing (see Figure 6).
Several faster, nearly unipolar pulses of the same sign as the first half cycle may be
superimposed upon it or precede it. These pulses have about half the amplitude of the
main bipolar pulse. A typical amplitude for the main pulse is about 20 V/m at lOkm
distance, and the total duration is about 50ps with approximately equal positive and
negative sections. The time intervals between the fast unipolar pulses superimposed on
the first half cycle are approximately 

8
s for positive and 15s for negative waveforms.

Their rise times are less than 0.2ps, widths about lus and amplitudes about 10 V/m.
They resemble the pulses produced by stepped leaders to ground.

Quite regular sequences of fast, approximately unipolar pulses similar to
those just described may appear without the bipolar pulse at times, in intracloud
discharges. A single sequence may last 100 - 400ps.
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(d) Relation between E-field Pulses and RF Radiation

During large intracloud events the RF radiation and fast E-field pulse are
nearly simultaneous, reaching a maximum usually in the initial negative half-cycle. In
contrast, the RF radiation during first return strokes in Florida storms reaches a
maximum 10 - 30ps after the start of the E-field pulse. During subsequent return strokes
the delay is between 200 and 600ps. Obviously different mechanisms obtain for the two
types of discharge, but these have not been described in detail.

(e) Parameters of the Current Pulse

From observations of the radiation patterns it is deduced that the rates of
current rise in a leader step lie in the range of 0.6 - 2.6 kA/Vs or 6 - 24 kA/us
according to different authors. The current amplitudes lie between 2 - 8 kA. In return
strokes the mean rate of rise is estimated to be 35 - 40 kA/4s, comparable with the
values measured directly.

3. DIPOLE MODEL OF RETURN STROKE

3.1 The Dipole Field

The return stroke has been intensively studied as a source of EM radiation, with the
emphasis frequently on effects at very great distances of 100 km or more. The channel
length is then relatively short, so that the whole can be regarded to a first approxima-
tion a single dipole. It may be treated as a series of shorter dipoles plated end-to-
end if the fields very close to the channel are of interest.

The vertical electric field E(t,d) and horizontal magnetic flux density Bt(t,d) at a
time t and distance d from a channel length k(t) carrying a current I(t) ts described
to a good approximation by the variation in the current moment M(t) M2(t)£(t), accord-
ing to

d [M(T)dT + M(t) (2)

where c =(1o~o)- , the velocity of light in free space: (Uman 1969). Note that the
fields depend on currents at earlier times, allowing for propagation delay. Electric
and magnetic field wave shapes are clearly identical except at very short distances.
The equations are valid provided both dd >c d

c

and > or f <<-

where f and A are the frequency and wavelength of an emitted disturbance. These restric-

tions permit the radiating channel to be considered as a small coherent element, givingthe simple forms (1) and (2). The three terms in the electric field equation are known
as the electrostatic, induction, and radiation fields respectively, and are equal at a

distance do  c/2 wfo  For d > do and f fo or f > fo and d g do the radiation or
'far' field term dominates. For a return stroke channel of length 2 km or more, equa-tions (1) and (2) will only be valid for distances above 20 km. To obtain fields close

to the channels, it is necessary to perform an integral summing radiation from elementsalong the whole length. This approach is desirable to include the variation of current
along the channel.

Fields due to shorter radiating elements may be scaled to closer distances.

3.2 Empirical Representation of Current Waveforms

One of the earliest and most widely used empirical approximations to the return stroke
current waveform at ground is due to Bruce and olde (1941):

I(t) = Io(e -t - e -8) (3)

where 10 20 kA, a = 2 x O6-1, 8 2 x 106s-1 for the first return stroke, and 1O
lOkA, a 2 x 104 S 1 and 8 6 x 106 s-1 for subsequent strokes.

A=
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Dennis and Pierce (1964) included the variation of channel current with height, which
removed the assumption that charge was transferred instantaneously from ground to the
current wavefront. Only the far fields were calculated, and these are in good agreement
with experimental data at low frequencies.

The faj field radiation from K-changes, which has also been modelled in this way
(Arnold and Pierce 1964, Cianos and Pierce 1972, Pierce 1977) is in fair agreement with
experimental data for the low frequency amplitude spectrum. K-pulses of 3 Vm- I at lOkm
are predicted (Pierce 1977).

The Bruce-Golde waveform can be criticised for its poor representation of the initial
rise to peak current. Currents measured at ground show an initial concave rise (see
Section 1.5) rounding only near the peak current, while the double exponential form
commences at maximum slope and has a convex rise to peak: the high frequency content of
these will be different. One way tc introduce a concave initial rise with zero slope at
t=O is to add a multiplying term to form a triple-exponential pulse (Figure 7):

I = Io(elat-e - at) (1 - e-Yt) (4)

This waveform is closer to reality at the initial rise and its Fourier spectrum is
reduced at high-frequencies compared to the Bruce-Golde waveform (3). It ignores all
fine structure in the current pulse, so predictions made from (4) would underestimate
the high-frequency components. The waveform (3) introduces such components in an
unrepresentative way, but it is a simple form of great value in predicting the field
of the return stroke.

4. TRANSMISSION LINE MODELS OF A RETURN STROKE

4.1 Introduction

The return stroke of a lightning discharge in a cloud-to-ground flash can Le represented
in a very simple way if the charge on the initiating leader channel is ignored. The
capacitance of the cloud then contains all the electrical charge present, and the leader
channel is a resistive and inductive element in a simple series LCR circuit. The final
step of the leader acts as a switch which completes the circuit. The representation
cannot, of course, provide any information about the progress of the return stroke
current pulse along the leader channel. The current pulse shape is regarded as iden-
ical at all points along the channel.

Prinz (1977) discussed this model and evaluated its self-consistency in terms of the
relationship between known parameters for natural lightning. The action integrals
calculated are two to three times larger than those observed in natural lightning
strokes. This is good agreement for such a simple model. The overestimate arises
because actual lightning pulses are more peaked than The exponential decaying form
produced by a discharging capacitor.

If the charge on leader channel is included in the model, the final step is equivalent
to a switch connecting a charged transmission line to a terminating resistance
(Figure 8). When the channel connects to the ground, usually through a short answering
leader propagating from ground level, the charge on the channel flows to ground and
contributes to the current pulse. Neglect effects due to the ground streamer for the
moment. Because the channel charge is closer to the ground than the cloud charge, the
inductance of its connecting path is lower. The channel then will contribute a fast-
rising current pulse. The charge from the cloud contributes only to the later current
flow.

Cloud Element of Element of
resistance channel inductance channel resistance

R1 _l L 2 L3 R R

RoR 9 RE!
fCI 

"C C2 
CN -IR

Cloud Element of Earth
capacitance channel capacitance resistance
Co

Figure 8. Lumped parameter transmission line as a representation of a lightning return
stroke.
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This modification clearly allows peak currents of shorter duration to appear, and
thus should lead to more realistic values of the action integral. The leader channel
may be treated as a uniform transmission line as a first step. Price and Pierce (1977)
describe the development of this model (neglecting the cloud capacitance) from the
first discussions of a line excited by a source at the base by Bruce and Golde (1941).
They consider finally a finite, lossy, uniform transmission line terminated in its
charateristic impedance and initially charged to a uniform potential. The current at
the ground is found to rise instantaneously to a maximum value and then decay, exponen-
tially at first. A similar onset is predicted for current flow at all points of the
channel, but the magnitude of the current peak falls as the height above ground
increases.

The behaviour of the current at ground level is in general accord with observation,
though peak values of dI/dt occur at t=O, whereas there in a delay be ore this peak
occurs in real lightning. At very long times the current falls as t and this has
some correspondence with the intermediate current often observed.

The fact that the line is lossy is important, since a loss-free line produces a current
in its terminating resistances that is constant between abrupt step-changes. Such a
current waveform is not typical of lightning current pulses. Resistance reduces the
importance of reflections, and any model of a lightning channel must include resistance
if a realistic current pulse at ground leve l is to be reproduced. The effective
channel resistance per metre R* is often taken to be constant with time, but in nature
the lightning channel resistance varies very greatly during the pulse. It is difficult
to assess a useful mean value.

The inductance per metre L* and capacitance per metre C* of the uniform line can be
chosen to give the observed velocity of propagation of the return stroke (2 x 107 to
1.1 x 10

8
m s-

1
) (Price and Pierce 1977, Schonland 1956, Berger 1977).

It is desirable to derive all the line elements from physical arguments rather than
from any matching of propagation velocities, making simplifying assumptions where
possible. We consider only the return stroke.

4.2 Capacitance elements

If the leader channel is regarded as a vertical charged conductor of small radius
extending toward the ground and at the same potential as the cloud, the electric field
and therefore the linear charge density is greatest at tip - Golde (1973) assumed an
exponential form for the decay of charge density with height as an approximate descrip-
tion.

An accurate solution for the field distribution between the complex electrode formed
by the cloud and the channel combined and the ground plane can be found by numerical
methods. The POTENT code at Culham Laboratory uses a finite-difference method to
find solutions for such problems (Thomas 1974) and similar codes exist in many
establishments. Then from the electrostatic field E around the channel at a radius r
the charge on the channel per unit length X can be determined if it is regarded as a
cylindrical conductor, since X=2nrEoE. Thus the capacitance per metre C* can be calcu-
lated from the potential V; C*=X/V. The tip nearest the ground may be regarded as a
hemispherical cap carrying a charge Q=2rr

2
coE where E is now the field at a distance r

from the tip. The additional capacitance is found as before and added to the last
section of the channel. Figure 9 shows some typical results (Little 1978).

The charge distribution is determined by the geometry of the cloud and the channel, but
the general shape of the field lines around the channel always appears as in
Figure 10(a).

16-

'2

4 IN

Figure 9. Distribution of linear charge
density X along a 3km lightning
channel for two cloud models.

Figure 10. Field lines around a

lightning chanel.
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For each channel segment the geometrical capacitance is now known at the beginning of
the return stroke. These values may be used as approximations throughout the pulse,
introducing some inaccuracies. The passage of the return stroke releases more charge
on the channel, however, and this extra charge has not been calculated. It is available
from the leader channel because roughly equal amounts of positive (largely nitrogen)
ions and negative oxygen ions are present throughout the leader channel. After a pulse
of leader current (electron flow) the electrons attach to oxygen molecules and their
space charge is neutralised by the positive ions present. After the connection to
ground is complete the high electric fields at the tip of the advancing return stroke
detach the electrons once more, and they are free to participate in the return stroke
current pulse.

On the transmission-line model, an underestimate of the stored charge means that C* is
underestimated. This implies that the velocity of a current pulse along the line will
be too high.

4.3 Inductance Elements

When current flows from any segment to ground, displacement current flows in the space
between the segment and ground. If the field distribution is assumed to be stationary
this current (codE/dt) flows along the field lines already calculated. The inductance
associated with this flow is determined by the area under the field lines. This is
shown by the sum of the shaded and dotted zones in Figure 1 0 for the nth element at the
beginning of the return stroke.

The total inductance associated with the next lowest element (n+l) is determined in a
similar way by the area shown by the dotted zone in Figure 10. It is appropriate then
to associate the difference between these two inductances, determined by the flux in
the hatched area S of Figure 10 with nth line segment. This defines the inductance
Ln of the nth loop of the ladder network of the computer model.

The exact shape of the outer boundaries of S is not critical. Circular or rectangular
approximations (Figure 10(b)) within the same limits give essentially the same values
for Ln. The inductance of a line segment may be estimated by regarding it as the
inner of a coaxial line whose outer conductor is remote, so making Ln constant during
the pulse.

4.4 Resistance Elements

The effective resistance per metre Re is a complex function of height and time. At a
given height Re = R*(t) may be estimated from the physics of a uniform arc column, if
the current waveform is known. Hill (1971) calculated the heating of an arc column
for the Bruce-Golde current waveform, and from his work R*(t) is found to fall from
about 500P/m to about l/m in the first lOps (Little 1979). This rapid variation means
that great inaccuracies would be introduced by the use of an average value. R*(t)
needs to be calculated for each element of the ladder, network at each time-step for
a self-consistent current waveform.

Strawe (1979) used the spark channel model of Braginskii (1958). This relatively simple
model assumes that a conducting channel has been established prior to the initiation
of the spark by prebreakdown streamer, and/or leader processes. The resultant arc
radius, temperature, pressure, etc. are determined from the spark current time history.
The current is assumed to heat (i2R loss) the initially conducting arc plasma to
higher temperatures and tens of atmospheres of pressure. This condition produces a
hydro-dynamic shock wave in the air surrounding the spark channel resulting in rapid
channel expansion. Braginskii uses the strong shock approximation to simplify the
physical picture of the expansion process. This picture produces an essentially
uniform electrical conductivity determined from channel temperature and pressure which
is nearly constant in time. The channel resistance per unit length is determined from
the conductivity and the arc radius a(t).

Braginskii ultimately assumes a to be independent of time and temperature so that only
a(t) need be determined to calculate the resistance R. He neglects radiation in favour
of conduction losses, and thus arrives at excessively high temperature estimates.
Strawe uses these assumptions in his Model I computation. A second Model II is
developed from Model I by modifying the basic equations to include the effect of lost
and reabsorbed thermal radiation from the channel, the variation of thermal and
electrical conductivity with time, and a closer account of the momentum transfer.

For both models, the final equations are solved numerically at each time-step of the
time-domain code CIRCUS. This code can deal with large numbers of the ladder sections
u;ed to represent a transmission line, and Strawe ensures that his results are indepen-
dent of the number of line segments chosen by making this number very large, about 100.
Earlier calculations used far fewer sections and thus cannot in principle be as accurate.
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4.5. Terminations

The resistance of a hemispherical earth conductor as computed by Weisinger is (Prinz
1977)

RE: .9 Pma (5)RE Tmnax

where p is the specific resistivity of the ground. This gives RE = 10 - 1000 for
Imax = 10 - 100 kA as the ground termination. No inductance or capacity is present.

At the cloud a resistance in series with a capacitor may be used as the terminating
impedance. The resistance is uncertain, and the capacitance varies with the size of
the charge pockets in the cloud.

4.6 Initial Conditions

Usually the capacitors on the transmission line are assumed to be charged to a uniform
potential in the range of 10 MV to 100 MV to represent the charged leader column. To
represent the answering leader from ground in the commonly-occurring negative stroke
the capacitor in the lower elements of the line are left uncharged. At t=O a switch
connection is made between the upper and lowe- sections and a current pulse travels in
both directions away from the junction point. The height of the switch can be chosen
at will; it is usually placed between 25 m and 100 m.

It should be noted (Little 1979) that a switch can be positioned close to the cloud to
represent the result of a leader initiated at ground level. Positive discharges usually
are associated with long ground leaders (Berger 1978) as we remarked in Section 2.1. A
positive stroke is described then by a long section of line at earth potential and a
short section at cloud potential. The electrostatic charge distribution is then very
different from that used to determine C* for a negative stroke. However, in view of
the additional charge held by negative and positive ions within the column the same
values of C* may be appropriate for both types of stroke to a good approximation.

It has been suggested (Anderson 1971) that there is a substantial voltage gradient
along the leader column at the time when the junction to ground is made. This would
have a significant influence on the velocity of the return stroke, because it would
affect the heating of the column and hence the variation of R* with time at all heights.

4.7 Possible Improvements to the Model

Some complicating factors have been omitted from this model of the return stroke which
could have considerable influence.

(a) The branching of the leader channel results in the creation of addition-
al charged transmission-lines, capacitatively-couDled to the main channel as well as
directly-connected to it. This introduces additional fast pulses into the main current
pulse as it moves along the channel, making the form of the pulse more complex with
extra high-frequency components.

(b) The main channel is not precisely vertical, but may be nearly horizontal,
or even fall rather than rise. This range of directions is important in assessing the
fields due to the channel. The tortuous nature of the channel should also be recognised.

(c) The junction between the cloud leader and the ground leader is not well
understood. The high-frequency current components initiated at this point are expected
to represent the upper limit of the frequencies in the current pulse.

(d) The physics of the process by which the tip of the return stroke advances
has not been adequately represented. This seems to be dependent on some form of shock
wave (Section 6)

(e) The arc channel, carrying heavy currents, is 3ikely to experience
significant magnetic pinching forces. This has not been included yet in any analysis.

5. RESULTS OF THE TRANSMISSION LINE MODEL

5.1 Solution of the Circuit Problem

The circuit elements of the lumped-parameter ladder network are established from
physical arguments or by assigning L* and C* from the observed return stroke velocities.
The behaviour of this network under the chosen initial conditions can be followed by
analogue or digital computations. Digital codes of varying degrees of complexity exist
in many institutions and analogue computers, usually less flexible, are also available.
It is not difficult to handle up to ten segments of a ladder network, and this is
sufficient for a simple analysis tliat gives the main features. Accurate results require
many more segments, but the physical basis of the model used must also then be more
accurate to justify the computing effort needed.
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5.2 The Current Waveform

It is generally agreed (Kim et al 1977, Little 1978, Strawe 1979) that the highest peak
value of the current pulse in the channel occurs at the point of intersection of the
cloud leader with the answering leader from ground. The details of this junction
process have not been described sufficiently well to allow an accurate assignment of
R*(t) (or indeed C* or L*) to the line segment which includes the junction point near
t=O, but the uncertainties here do not affect this general conclusion.

The peak values of dI/dt also appear at the junction point. These are independent of
Re(t), since at t=O, I=0 and

dI V

where V is the potential across the gap and L is the gap inductance. If L = 2 WH/m
(a typical value) and V = 20 MV for a gap of 50 m then

dI = 200 kA/Us
dit

which is n.ar the extreme upper limit of observed values. As the current pulse propa-
gates, the peak value of dI/dt falls much more rapidly than the peak value of the
current itself. Figure 11 shows some results of Little (1978) for a simple eight-
section representation of a 3 km channel where Re was taken to be constant. rhe peak
dI/dt value falls by about two orders of magnitude as the distance from the junction
point increases. The current falls only by a factor three approximately along the
channel, and becomes much smoother in form.
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This implies that the greatest threat to aircraft appears near the junction point as
far as induced voltages are concerned. For a negative stroke this is near ground level.
For the rarer positive stroke, the greatest threat is near the cloud or at a great
height. Intra-cloud discharges may perhaps have similar values for the maximum dI/dt at
the junction of a probing streamer with a charge pocket (onset of K-change) because the
ratio V/L determining this value should be comparable with that for earth strokes. The
peak currents are lower, however (1 kA rather than 30 kA).

The difference in the waveform of positive and negative strokes observed at ground level
is explained by the difference between the heights of the junction point. When a
negative stroke is observed the current pulse is seen close to the switching point: for
positive strokes the pulse is seen after transmission along the larger part of the
column. Figure 1J indicates the effect of distance on Little's model, and Figure 12
from Strawe (1979) shows the difference in pulse shape (on his accurate calculation) at
different heights along a 9.6 km channel when the junction point is 100 m above ground.
The increase in rise time with height is clear: Strawe derives values of 87 kA/us at
SO m and 0.87 kA/Vs at 9 km. These conclusions are similar to those of Little (1978).
Positive strokes observed at ground would be expected then to show slower rise times and
a much smoother profile than negative strokes.

If the aircraft actually forms part of the lightning channel it will carry the current
pulse without affecting the current waveform, provided that the rise time of the pulse
is slow compared to the period of the lowest resonance frequency of the aircraft. The
discontinuity in the t ansmission line due to the presence of the aircraft will excite
oscillations in the skin currents if this condition is violated. Resonance frequencies
would be expected to be within the range 2 MHz - 20 MHz, so that rise times below O.2ps
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Figure. 12. Calculated current pulse shapes (a), rates of current rise and ratio of
return stroke velocity to the velocity of light (b), as a function of height

should excite airframe resonances. Such fast rise times are observed in radiated
E-field pulses produced during the breakdown phase, and by leader pulses, in K-changes
and in the fast portions of the E-field pulses due to return strokes. This suggests

that current pulses in intracloud and in ground discharges are fast enough to excite
airframe resonances.

Measurements on negative flashes at ground (Anderson and Eriksson 1979) show that for
first return strokes about 2% have rise times faster than ls, and for subsequent
strokes 85% have such rise times. Indeed, 15% have rise times faster than 0.lps.
Aircraft struck near the ground by a negative stroke, or near the junction point of the
leaders for any stroke, are likely to display current oscillations at their fundamental
frequency. A crude calculation (Little 1979) suggests that oscillating currents of
about 1 kA amplitude may appear in an aircraft 50 m long. The corresponding potential
difference along it would approach 1 MV if its inductance is about 50 PH and the
frequency about 3 MHz. At a point on the channel remote from the leader junction no
such oscillations would be excited, because the current pulse rises too slowly.

5.3 Fields Near a Lightning Channel

Transmission-line models have been derived on the basis of radiated fields measured
at great distances (20 - 50 km) from the flash, largely by Uman and his co-workers (see
Uman et al 1973 and references). Currents so obtained are more sharply peaked than
those observed directly (Berger et al 1975, Golde 1977, Berger 1978). The radiation
field at one point does not give a unique solution for the current waveform, and further
the electric field at distances under 10 km calculated in this way displays features
which are not observed experimentally (Uman, Brantley et al 1975). Figure 13 shows
their calculated fields at 1 km distance (curve U). The insert shows the E-field and
B-field pulses observed at about 2 km distance.

An improvement in modelling the near field waveform is due to Price and Pierce (1977),
who .onsider the channel as an initially charged transmission line which is suddenly
terminated by its characteristic inpedance at ground. The resulting disturbance which
propagates up the channel is subject to resistive losses. The far field obtained in
this way is similar to that of Uman, but the near field now follows that observed quite
closely after the initial rise, as shown in Figure 13 for a stroke I km aw. (curve
P & P). There is scope for extending this work to include the first sharp change in
electric field when the current surge just begins. Its omission means that the high
frequency content is very poorly simulated. The step rise is accompanied by a peak in
natural lightning pulses.

We present also a diagram from Pierce (1975) which models the frequency spectrum of
electric and magnetic fields at 300 m distance from severe ground and intracloud
discharges (Figure 14). Details of this work are lacking, but it seems that a trans-
mission line model was employed. Values at high frequencies are not unreasonable by
comparison with far field radiation amplitudes (compare Figure 2).

It is well-known that a conducting filament carrying a travelling current pulse radiates
as if the fields emanated from the ends of the filament. Umar., McLain and Krider (1975)
used this result without taking into account the tortuous nature of the return stroke
channel. In a real strike radiation will appear from every point where the channel
changes direction. Le Vine and Meneghini (1978) included this effect and found that
the electric field changes observed can be better accounted for as a function of time.
The spectrum radiated is also better described (Le Vine 1978: Oetzel and Pierce 1969:
Homer 1964). The effects of the tortuous channel have not yet been included in calcu-
lations of the fields near the return stroke. Fields so calculated might lead to more
accurate values of induced currents in aircraft.
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The model of Uman, Brantley et al (1975) has been used by Perala, Cook and Lee (1979)
to deduce the electric fields 20 m from a 200 kA return stroke, as shown in Figure 15.
The maximum E-fields occur horizontally, reaching 800 kV/m. Experience with laboratory
long sparks suggests that 500 kV/m is the greatest field (averaged across a gap) when
virgin air breaks down. The greatest vertical field found by Perala et al i- 100 kV/m.
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At distances of 2 km, observations suggest that E is of order 300 V/m (Figure 13).
Inverse scaling with distance to 20 m (which is unjustified) would lead to E-fields
of order 30 kV/m, but it is not likely that the stroke creating these fields was carry-
ing 200 kA. If it was an average stroke (30 kA) then E-fields of 200 kV/m in the
severe stroke considered by Perala would be expected by simple inverse scaling.
This leads to some slight independent support for the order of magnitude of the fields
derived: if other terms than the radiation term dominate at short distances, they must
exceed 100 kV/m. The computed pulses are fast enough to be capable of stimulating
airframe resonances in some aircraft.
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The unipolar pulses due to stepped leaders (Figure 5) observed by Krider et al (1977)
at distances of 10 - 20 km form the basis of another extrapolation by Perala (1979).
He estimated fields of 10 kV/m close to the leader channel.

It seems unlikely that a stroke could approach an aircraft as closely as 20 m without
forming a direct attachment to the aircraft. Normal leader steps are about 50 m, and
streamering from the aircraft in the high ambient fields near a thunderstorm is very
likely to occur. The closest nearby strikes should probably be regarded as at least
50 m away from the aircraft.

The size of the aircraft should have some influence on the minimum separation S needed
to allow a leader to pass it without attachment. The geometrical disturbance of the
electrostatic field due to the induced charges on the aircraft extends over a distance
proportional to the aircraft's dimensions; however, any streamer activity taking place
increases the effective size of the aircraft. Some guidance as to the value of S may
be obtained from the generally accepted striking distances So to ground structures
(Golde 1977a). These are known to be correlated with the current in the return stroke
following. If the peak current is 20 kA, So = 30 m: if the peak current is 100 kA,
So = 120 m. For severe strokes the values of S near 100 m would seem appropriate.

No computations have been published dealing with fields near a transmission-line model
of a lightning channel carrying self-consistently-derived current pulses in the manner
described in the previous section. Thus the basic physics of the discharge has not been
taken into account in much detail. The current pulse description, however it is
arrived at, can be inserted into the general expressions for the electric and magnetic
fields due to a straight vertical channel of length H (McLain and Uman 1971).

6. FUTURE DEVELOPMENTS

The numerical model of the channel as a transmission line has employed either a
prescribed current pulse or constant line elements in most of the work. The calculation
of time-dependent elements and current pulses in a self-consistent manner with a
sufficiently large number of line segments is beginning to give more realistic answers.
In the future more of the physics of the arc channel should be included.

The breakdown process, including the advance of the leader, requires to be better
represented and so does the transition from leader to return stroke. Shock waves in
the electron fluid (Fowler 1974, 1976) need to be considered. Electrons advance under
forces due to their own pressure as well as the electric field, and when the electron
temperature or density is changing rapidly the pressure differences may dominate. In
this advance more electrons are created by ionisation of the gas present, whether this
is previously conducting or not. A shock condition exists at the leading edge between
the neutral gas and a region where the electric field E and electron fluid velocity v
change rapidly while the gas temperature T and electron density n vary slowly. Behind
this region E and v are zero, but T and n are still variable.

This theory leads to the conclusion that in breakdown conditions where the direction
of the electric force on the electrons is in the same direction as the wave propaga-
tion (proforce waves) the speed of advance is proportional to the electron mobility,
and determined directly by E at the leading edge. For breakdown propagation in the
opposite direction (antiforce waves) the shock speed is proportional to the electron
pressure which in turn is proportional to E. Numerical results agree well for wave
speeds above 3 x 106 m/s with experiments on shock tubes and with observations on
lightning, both leaders and return strokes. Photoionisation is not thought to be
important except at low pressures.

In a negative stroke the (proforce) leader moves in steps. From a shock tube model
standpoint we have a self creating shock tube growing steadily longer, alcng which
successive shocks are launched as the apparatus becomes charged up to permit them. The
initial wave hypothesized to exist by Schonland (1938), and named the pilot leader,
is a necessary feature. Its nature must be a weak discontinuity proforce shock wave
whose velocity should be close to that observed in the laboratory by Wagner (1966) for
proforce avalanches.

When the column reaches a distance above ground slightly longer than one step, it is
usual for an antiforce wave (the leader from ground) to leave a sharp point on the
ground and move to the column to make the final connection. Again the wave is a shock
wave, and it derives its large speed from the fact that its local potential is
essentially the same but of opposite sign to that end of the column, while its radius
is very small because its electron needs are met by a solid electrode. It is, in fact,
of the same character as a long spark in the laboratory.

This small radius, fast moving, antiforce wave not only reaches the column, but pene-
trates it, taking advantage of t'e large amount of energy stored during formation in
the column by radial diffusion and attachment. These electrons and the energy which
their charge separation represents are easily available to the strong electric fields
generated by the return stroke via collisioral detachment, so the strcke can proceed
from ground to cloud at speeds up to 2 x 10° ms-1 driven by a wave field 106 volts/m-
torr.

http://www.abbottaerospace.com/technical-library


5-14

Restrikes behave like the first return stroke, if the leader is stepped. Dart leaders
are very similar to the rekindling waves, in speed and every other aspect. Their
behaviour, however, furnishes one more point of contact with theory. Because the
channel is-extremely hot after the passage of the previous return: stroke current pulse
theory predicts and the experiment confirms that no breakdown wave is possible until it
cools. During the interval it will conduct freely any charge supplied at the upper end
-the continuing current.

All these processes seem to be describable by a shock theory which uses the fluid
dynamics of electrons that multiply by collision processes. This shock-wave model
provides a physical basis yet to be exploited for developing a theory of the processes
which lead to the appearance of sub-microsecond rise-time in the EM pulses radiating
from lightning leaders and return strokes.

7. COMPARISON WITH ELECTROMAGNETIC PULSES FROM NUCLEAR EXPLOSIONS

The electromagnetic radiation pulses emitted from a nuclear explosion induce skin
currents in nearby aircraft which may create significant voltages and currents in the
electrical systems of the aircraft. Hazards created by nuclear electromagnetic pulses
(NEMP) have been intensively studied, but the field has developed largely in isolation
from the work on lightning hazards. Part of the reason for this is that the direct
effects of lightning current pulses were emphasised in the early work, and damage of
this type occurs only when the aircraft is struck. Also, early work on lightning
testing was generally restricted to frequencies below about 300 kHz, and this was
another reason for separate development. Part of the analysis pursued in order to
understand NEMP involves a study of the coupling from skin currents into interior
circuits which is relevant to direct strikes.

More obviously, the skin currents induced in aircraft near a lightning stroke can be
analysed in much the same way as the currents induced in aircraft near a nuclear
explosion. We may refer to EMP from lightning as LEMP as distinct from NEMP.

For both direct strikes and nearby strikes it is necessary to describe the distribution
of skin currents, magnetic fields and electric fields around the aircraft. These
disturbances can couple into the interior of the aircraft in a variety of ways, which
are discussed in a later lecture.
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LIGHTNING TEST CRITERIA FOR AIRCRAFT AVIONICS SYSTEMS

Don W. Clifford
McDonnell Aircraft Company

SUMMARY

Lightning testing of aerospace systems and avionics equipment is governed by various test specification documents in the United
States and in Europe. Anew generation of criteria documents has been developed in the last few years, each of which attempts to set
forth test criteria in terms of the various current and voltage waveforms to be used in lightning tests. The simulation waveforms are
based upon statistical summaries of the natural lightning environment. Modern test criteria documents account for the dynamic nature
of the lightning interaction with aircraft by using the zonal concept to more accurately identify the threat to specific systems and
equipment. Test techniques can affect simulated lightning test results and the modern criteria documents include recommended
practices for achieving accurate and consistent results.

The evolutionary history of the new criteria is presented, along with a summary of the salient features and the rationale for selection
of the parameters specified in the modern documents. Some predictions of future evolutionary changes in the criteria documents are
made on the basis of information about the lightning threat based upon recent measurements of natural !ightning.

INTRODUCTION

Laboratory simulation tests have been used for many years to evaluate the effects of lightning strikes to air -aft systems and equip-
ment. However, because of the complexity of lightning phenomena and the difficulty of the simulation task, there needs to be generally
accepted and standardized criteria for conducting such tests. Standardized criteria help to ensure the highest reasonable level of
accuracy in testing and also serve to produce consistent test results among different test facilities.

Significant efforts have been underway in NATO countries during the past several years to standardize lightning testing by generating
accepted test criteria documents. The purpose of this lecture is to identify and describe the various test criteria which have been estab-
lished, and to discuss the rationale used in their selection. The discussion focuses upon the selection of test waveforms and the associated
lightning/aircraft interaction criteria which determine their application. Specific test techniques will be addressed in a separate lecture,
as will detailed discussions of the natural environment.

Background and History

Until recent years the only governing criterion for lightning tests in the U.S. was Military Specification MIL-B-5087B
1

, except in a

very few cases where criteria documents were written to govern the testing of specific systems or components. For example, FAA
Advisory Circular AC 20-532 (which superceded AC 25-3A) and Military Specifications MIL-F-38363B 3 

and MIL-C-38373
4 

concern
the protection and testing of aircraft fuel systems against lightning. Also, MIL-A-9094D 5 

specifies strenuous simulation tests of lightning
arrestors which are to be used with radio receiving and transmitting antenna systems. MIL-STD46IA

6 
and MIL-STD-462

7 
identify

general electromagnetic interference design and test requirements. However, the only specification document governing the design and
testing of lightning protection for aircraft and other military systems in general was MIL-B-5087B.

MIL-B-5087B concerns electrical bonding and lightning protection for aerospace systems. Paragraph 3.3.4, entitled "Class L bonding
(lightning protection) (except for antenna systems)' addresses the lightning protection and testing requirement. It is quoted in its
entirety below. (Based on Amendment 2 dated 31 August 1970).

"Lightning protection shall be provided at all possible points of lightning entry into the aircraft and shall be proven by test.

(a) Navigation lights (f) Antennas (see 6.3.1)
(hi Fuel filler caps (g) Radomes
(c) Fuel gage covers (h) Canopies
(d) Refueling booms i) Pitot-static booms
(el Fuel vents (j) Wiring not protected by metal

or body structure

The following bonding requirements are designed to achieve protection against lightning discharge current carried tietween the
extremities of an airborne vehicle without risk of damaging flight controls or producing sparking or voltages within tile vehicle in excess
of 500 volts. These requirements are based upon a lightning current waveform of 200,000 amperes peak. a width of 5 to 10 micro-
seconds at the 90-percent point, not less than 20 microseconds width at the 50-percent point, and a rate of rise of at least 100.000
amperes per microseconds. When flight safety is not a factor, 100.000 amperes peak with a rate-of-rise of 50,000 amperes per microsecond
may be used at the discretion of the procuring activity."

Other paragraphs in MIL-B-5087B deal briefly with lightning protection design considerations, but the paragraph quoted above has
been the sole governing criterion for lightning testing of aerospace systems, other than the specifications for particular subsystems
mentioned earlier.

The "A" version. MI L-B-5087A. dated 30 July I 954, specified a basic peak current of 100,000 amperes, but the value was raised to
200.000 when the "B" version was released in 1964. It is interesting to note that tile peak current values used in this specification
were not based on tite measured values i f natural lightning which were available at the time the specification was written. Rather, the
values were based upon the damage observed ii aircraft struck by lightning and the laboratory test currents which were necessary to
reproduce the damage.

8 
The 200,000 ampere value has carried over to the modern criteria documents and is now seen ti be at tile

99 percentile level (one percent of all strikes are higher than 200,000 am-,ps,.

The Need for New Criteria
As aircraft technology expanded during the 6O's and early '0's. pressure mitleut within the industry to develop more adequate

criteria for lightning protection ant ierifiiatilon. I xpanded researh effo rts. which were prompted by new technologies such as advanced
comiposite materials and computericed flight control systems. led to iniirised testing techniques and to a better understanding of nilan
if the lightning aircraft interaction processes It ,s soon realh/ed that peak current is ol one lactor in tile production of physcal

damage. the energy dissipated is also s major factor and Is represelled I' tie a tioll integral". flit sale uf t lie integral over tittie (iti the
current squared ( fi

2
dt) represents tile potential ree ( of the currtnt pulse In addition, other aspects of tlie lightning current flow seth

as the contining current and intermediate currents were shown to he Ner si gnifcant in tile (esigl and protection Of stne systelns. It
was later recogni7.d that the actual threat from lightning is different for differen' regions of the aircraft and that fact also needed to be
accounted for.
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The actual waveform specified by MIL-B-5087B is virtually impossible to produce ex;- .imitally in any realistic test object. A test
waveform -onstructed from the information specified is shown in Fi,,nr: ' lhe fast rise to peak coupled with the slow decay and the
unipolar requirement are all difficult to simulate. A ritri, ,ocument was needed which spelled out reasonable test waveforms and
criteria for applying them. In additior. t ug techniques needed to be standardized because widely varying test results were being
reported from different I.,uortes.
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FIGURE 1
HIGH CURRENT WAVEFORM SPECIFIED BY MIL-B-5087B

In regards to the protection and testing of avionics equipment, the adage of "keep the current on the outside of the aircraft and all
will be well" no longer generated much confidence. The "500 volt maximum" criterion specified by "5087" is not generally acceptable
for modem solid state equipment, and the questionable shielding qualities of new materials does not ensure that even the 500 volt limit
will be realized on all circuits. In fact, the need for full scale vehicle tests was being expressed as the potential problems related to
induced or indirect coupling were realized.

The Development of New Criteria Documents
In 1972, a committee of government and industry workers was formed in the U.S. under the aegis of the SAE Committee AE-4 to

draft a new lightning test criteria document. Soon after, lightning specialists at Culham Laboratory in the U.K. were commissioned to
develop a similar document for Great Britain. Cooperation between the SAE committee and the British team led to the development of
two separate, but generally consistent test documents. Growing out of the U.S. and British work, a NATO Standardization Agreement
(STANAG) was proposed in 1978 and is now being circulated among member countries for review and comment. Similarly, a new U.S.
Military Standard based upon the NATO document is also in the review process.

The proposed NATO STANAG and U.S. Military Standard address only those lightning tests which simulate the better understood
and non-controversial aspects of the lightning environment. The tests in these documents are considered to be Qualification or Demon-
stration tests, as opposed to Engineering or R&D tests. The SAE and U.K. documents address not only the Qualification tests, but also
other lightning simulation techniques which are not as standardized, but which still provide valuable engineering information.

Within the U.S. there have been other criteria documents developed over the same tivie period, independent of the SAE effort,
which address a specific program or system. Two of these are noteworthy because they attempt to carry the specification criteria
further than the ot; cr documents mentioned. The NASA Space Shuttle Criteria document 9 attempts to specify or define interpretive
guidelines for evaluating 0e.ctrical transients on internal wiring systems. "Transient Control Levels" are defined wh'ch establish margins ' .
of safety based upon the degree of analysis and test performed. The Air Force MX missile program has ac.counteci or the most recent
mearurements of fast rising iightning current waveforms in their criteria document 1 0 and has specified a 200-nanosecond, 100,000-
ampere first return stroke current pulse for the design and testing of the MX missile.

Other than the specific differences mentioned above, the criteria documents which have been developed for specific programs are
generally very similar to the four general documents mentioned earlier. Therefore, the remainder of this lecture will be concerned with
the development and description of the four related criteria documents. These four documents are further identified as:

I. NATO Draft STANAG 3659AE dated 20 August 1978, Subject: Lightning Qualification Test Techniques for Aircraft and Hardware

2. Proposed U.S Military Standard MIL-STD-XXXX. "Lightning Qualification Test Techniques for Aerospace Vehicles and Hardware"

3. 1. Phillpott, "Recommended Practice for Lightning Simulation and Testing Techniques for Aircraft", UKAEA Report CLM-R 163.
1977

4. "Lightning Test Waveforms and Techniques for Aerospace Vehicles and Hardware", report of SAE Committee AI4L. June 1978

NATURAL LIGHTNING PARAMETERS

The selection of lightning test criteria for aerospace systems must be based upon three factors: a) our best understanding of the
natural lightning environment as it impacts the operation of systems, b) the physics of its interaction with aerospace systems, and c)
the limitations and capabilities of laboratory equipment used to simulate the interaction processes. Each of these factors is very complex
and difficult to fully understand and characterize. Yet the importance of the problem requires that attempts be made to standardize
testing at the h hest level of simulation which is economically reasonable.

A large number of measurements of natural lightning parameters have been made and reported in the literature. However. in
establishing the values of parameters to be used in lightning testing, it is desirable to consider a statistical summary of all the various
parameters which might impact aircraft operation. In recognition of this need, a most helpful summary and analysis of measured
lightning parameters was published in 1972 by Cianos and Pierce. Their report, entitled "A Ground-Lightning Environment for Engi-
neering Usage I I presents statistical summaries of all the major return stroke parameters such as peak current, charge transfer, rate of
rmse and restrike values. Examples of their statistical summaries are shown in Figure 2 for peak currents, continuing current charge
transfcr, rates of rise, and decay time to half value. As an end result of their summary, Cianos and Pierce proposed the severe negative

ehtning flash current waveform shown in Figure 3. The Cianos and Pierce report summarized published measurements of cloud-to-
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ground return stroke current pulses which have been assumed as the principal threat to aerospace systems operation. Table I summarizes
the parameters of the Cianos and Pierce severe current waveform.

Another important source of information on the natural environment is Uman's book "Lightning",l 2 and Golde's recent two volume
work by the same name. 1 3 Table 2 reproduced from Uman's book summarizes many of the important lightning parameters besides
return stroke current and their range of values. These books and others in the literature provide the aerospace community with reason-
ably up-to-date knowledge of all aspects of the lightning environment which may be of concern to the operation of airborne equipment.

Since the publication of the referenced summaries, much new information has been developed which is of particular interest to the
operation of avionics equipment. Measurements of submicrosecond risetime current pulses,1 4 high frequency emanations from inter-
cloud precursor events' 5 and stepped leader activity 16 indicate that these sources of electromagnetic activity may well excite significant
transients in sensitive aircraft avionics systems. However, such data are still scarce and much additional work is required to establish
statistical distributions of parameters such as frequency spectra, amplitude and energy content before any standardized test criteria can
be established. Therefore, lightning test criteria are seen to be in a state of change, particularly as far as the factors affecting electro-
magnetic coupling to avionics systems are concerned. Despite this consideration, however, the well established return stroke current
threat and the precursor voltages are still an important factor in the design and operation of avionics components and equipment. These
threats are the ones which will be addressed in the remainder of this paper.
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9IGURE 2
STATISTICAL SUMMARIES OF RETLAN STROKE PARAMETERS- FROM REF (11)
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FIGURE 3
TIME HISTORY OF SEVERE (BASIC) LIGHTNING MODEL - FROM REF (11)
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TABLE 1
SEVERE-LIGHTNING-MODEL PARAMETERS (BASIC MODEL) - FROM REF (11)

Return Strokes Intermediate

PekTime Mde Current
Stroke Cherk Model Model Continuing

Current Caresewe Current, lo CurrentOrder (k) (C) Stroke (kA 0 Ii Charge
N )(ins) (NA) (C)

1 140 -8 144 4 4

2 70 -4 10 72 4 4

3 30 -2 60 31 0 0

4 30 -2 60 31 4 4

5 30 -2 60 31 0 0 Contintuing

6 30 -2 30 31 0 0 Currentl

7 30 -2 60 31 4 4

8 30 -2 60 31 4 4

9 30 -2 60 31 0 0
10 30 -2 60 31 00

Final Stagej

Totals: Charge transferred 200 C 0,101 .30 1

Duration -0.9 s

Actrun Itegral 106 A
2

.s

tCnntonwng currant 400 A. dotato 300mis. ,gelnirnsfer-120C

§ F~nal stage conitnung current- 200 A, duration -160 ms. charge transfer =32 C.

TABLE 2
DATA FOR A NORMAL CLOUD-TO-GROUND LIGHTNING DISCHARGE

BRINGING NEGATIVE CHARGE TO EARTH*

Minimuin
0  

Representative Maximum
66
l

Stepped Leader
Length of Step. mn 3 50 200
Time Internal Between Steps, Ps 30 50 125
Anerage Velocity of Propagation of

Stepped Leader, rn/st 1.0x 105 1.5. 105 2.6ox 10
6

Charge Deposited on Stepped-Leader
Channel, Coal 3 5 20

Dart Leader
Velocity of Propagation. rn/st 1.00x 10

6  
2.0Ox 10

6  
2.1 x10

Charge Deposited on Dart-Leader
Channel. Coul 0.2 1 6

Return Stroke
Velocity of propagation, rn/st 2.0 10 ~ 5.00x 10 1.40x108
Current Rate of Increase, ktA/Psl < 1 10 > 80

Time to Peak Current, lus < I 2 30
Peak Current. kA § 10-20 110
Tinme to Half of Peak Current, jus 10 40 250
Charge Transferred Excluding

Continuing Current. Coal 0.2 2.5 20
Channel Length, km 2 5 14

Lrghtning Flash
Number of Strokes per Flash 1 3-4 26
Time Internal Between Strokes in Absence

of Continuing Current, ms 3 50 100
Time Duration of Flash. sec 10"2 0.22T
Charge Transferred Including

Continuing Current. Coal 3 25 90

*From Uman. Pef 12 n orr

The words masnmum and ern-mum are used ,n the sense that most mevasured

nalues fall betwneen these l1mts.
tVelocities ofpsropagaton are generally determined from phatogtratshc data

and thus reptresent "two-d,mensrooal" vnelocties. Since many lightning
flashes are nut vertical. ualues stated art Probably slight underestimates
of actual val ues.

F-rst return strokies hane slower averagte velocities of prooagut on. slower
currentrates of ecrease. longer ines to current frealk, and qeneralin larger
rharg, tr-nser thao n sasen retrn- Strckes- a flash.

§Current measurements are made ar the ground.

W, A l~ghtn,ngfliash lost~ng gto20sec has Oven rfortedhty Ondlootne I f961.

Aiillgi
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TEST WAVEFORMS

Return Stroke Current Simulation
If the severe lightning current waveform proposed by Cianos and Pierce and shown in Figure 3 represents accurately the critical

lightning threat to aircraft avionics systems, then the question of how best to simulate that threat in practical terms must be answered.
Is it necessary to faithfully reproduce every detail of the waveform including each individual current pulse with the specified time

intervals and duration? Or, can the important features of the threat be summarized in a simple waveform which could be more readily
used in design analysis and test planning?

For testing purposes, it is immediately obvious that complete natural lightning flashes cannot be duplicated in the laboratory;

particularly the rapid sequence of many high current pulses. However, most of the characteristics of an individual lightning current
pulse can be duplicated by laboratory generators. Therefore, as a result of the complex nature of natural lightning discharges and the
limitations of laboratory facilities, it is necessary to define an equivalent lightning waveform for test purposes that contains the major
destructive features of natural lightning.

For airworthiness purposes, a four component severe model waveform has been agreed upon as a waveform which will give direct
damage effects equivalent to those produced by the most severe natural lightning. The idealized (straight ine) waveform is shown
schematically in Figure 4. The waveform comprises four components designated as Current Components A, B, C and D. The waveform

parameters for each component are listed in the figure.

Component D (Restrike)

Peak Amplitude 100 kA t 10%
Action Integral 0.25 x 10

6
A

2
s + 10%

< S00I s

C omponent A (tniual Stroke)

Peak Amplitude 200 kA t 10%
Action Integral 2 x 10

6
A

2
s + 10%

Tme Duration < 500ps

Ccmponent B (Intermediate Current)
Z Mamum Charge Transfer IOC
as Average Amplitude 2 kA t 10%

0SComponent C IContinuing Current)
o Charge Transfer 200C t 20%

Amplitude 200.800A

< 5 x10-3s 0.25s < T <S- Time (Not so Scale)

FIGURE 4
IDEALIZED CURRENT WAVEFORM COMPONENT FOR QUALIFICATION TESTS

The following comments may help to clarify some of the rationale for stating that this waveform is equivalent for damage testing
to the multiple component waveform in Figure 3. First of all, note that Figure 4 is not a test waveform. It is a straight-line schematic

representation or idealization which may help to vizualize the relative character of the various components. It is not drawn to scale
either in amplitude or in time. Rather, it is the component parameter values called out in the figure which govern the actual design and

testing.
Note that Component A, representing the initial return stroke current pulse, has a magnitude of 200 kA. This value is in keeping with

the traditional severe threat level used in the U.S. for many years. By itself, it represents the 99 percentile level of peak current ampli-
tudes, as opposed to the 140 kA, 98 percentile level chosen by Cianos and Pierce. However, it is rationalized that by selecting the 200
kA level, the multiple restrikes at levels below 70 kA can be ignored and need not be included in the simulation.

One high peak current restrike is included in the model waveform because many times the mechanisms of interaction of lightning
with the aircraft will result in exposure of some portions of aircraft to subsequent strokes, but not to initial strokes. The intent is not
to require both initial and restrike components in the same discharge for all cases. As with the other components of the model wave-

form, the restrike is of importance primarily to structural and fuel systems.
The concern for avionics systems from the current components in Figure 3 is in the possible damage to externally-mounted electrical

hardware, and in the introduction of lightning currents via electrical wiring directly into the avionics equipment. In addition, for
avionics system concerns, induced electromagnetic transient effects related to the return stroke current waveform can be produced by

resistive voltage drops along the length of the current flow path and by magnetic flux linkage generated by fast changing current pulses.

Therefore, the peak current values associated with Current Components A and D can produce indirect effects without getting directly
onto internal wiring. The magnetic coupling effects are proportional to the rate of change of current, di/dt, a parameter which is not
specified in the model waveform of Figure 4.

Induced (indirect) Coupling Test Criteria
An additional test criterion has been developed for magnetic coupling effects. Rather than specify rate-of-rise or time-to-peak on the

model waveform, a severe rate-of-rise threat of 100 kA/psec has been established for indirect effects testing. This value is shown as the

98 percentile level in the statistical distributions of Cianos and Pierce. As discussed in Reference 14, however, the Cianos and Pierce
summary is based on average rates of rise which may be 3 to 10 times lower than the maximum rate which occurs during the fasttsitinmr tibseonavterpule.ma
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For testing purposes, it is recognized that very fast rising current pulses cannot be produced at the peak current threat levels in most
test articles of interest because of the electrical impedance of the test articles and the limited driving voltages produced by laboratory
generators. In order to overcome this difficulty, the linearity of the magnetic coupling phenomenon is employed to allow testing to be
conducted at reduced peak currents and rates of current rise. Measured transients can then be extrapolated to the full 100 kA/tisec
threat.

An auxiliary fast rate-of-rise current waveform has been defined in the four criteria documents mentioned earlier for induced
(indirect) effects qualification testing of electrical components. The waveform and its derivative are shown in Figure 5 with the para-
meter values of interest. Note that this waveform is an actual waveform for test purposes. The amplitude of 50 kA was selected because
it is within the capabilfties of most lightning test laboratories when testing small electrical components, and it requires only a factor of
4 extrapolation. The U.K. criteria document specifies a 100 kA peak, presumably because the Culham facility is able to produce that
level in the range of test article impedances which they anticipate.

- - -- --Current Rate

of Rise
Current - 50 kA 50 kA/ps

.25 kA/is

Time Time

FIGURE 5
CURRENT WAVEFORM E o 01319

Current Waveform E is defined with a minimum rate-of-rise requirement of 25 kA//psec, and that minimum rate must persist for at
least 0.5 ptsec. The minimum duration is specified because of tlse response time of both the test instrumentation and the equipment
under test. The induced voltages produced by this waveform must be extrapolated to threat level by multiplying the peak induced
voltage by the ratio of 100 kA/psec to the actual rate-of-rise measured on the test waveform. Note that current waveform E is a mini-
mum waveform. Test facilities are encouraged to test with a waveform as close to the actual threat waveform as possible. However, in
order to limit the range of extrapolation, the minimum values of peak current and rate-of-rise are established.

Some test facilities may be able to meet the minimum requirements of Current Waveform E with the same generator used to produce
Current Components A and D described earlier. Therefore, provisions are made in the criteria documents to allow induced effects to be
measured during the direct effects test if the minimum rate-of-rise criterion is met.

Full Scale Vehicle Testing
Current Waveform E is specified for qualification level testing of components. Recognizing the need to conduct ground tests on full

scale operational aircraft, an attempt has been made in the S.A.E. and U.K. documents to define waveforms which can be used for
engineering evaluations. It is realized that the large electrical impedance of full scale aircraft will prevent fast rising high peak current
pulses from being used. It is also realized that there are many complexities to full scale vehicle testing which are not present at the
component level. However, with the rapid introduction of flight critical avionics equipment into new technology fighter aircraft, there
is a pressing need to conduct whatever reasonable test is possible.

Consequently, two optional approaches have been defined in the U.S. SAE document for engineering evaluation purposes. The first
approach employs a double exponential (unipolar) 2 x 50 psec current pulse with a minimum amplitude of 250 amps. This waveform is
designated as Current Waveform F and is shown in Figure 6. This waveform is passed through the aircraft structure and the resulting
transients produced on internal wiring systems of interest are simultaneously measured. This 2 x 50 usec waveform is a miniature

version of Current Components A and D. In this case, the measured transients may be extrapolated on the basis of peak current only,
as long as the time-to-peak is held constant.

T1 2M, t20%
T 2 - 501j, t 50%
Peak Anpht ude

250A 5 C's
0 T, T2

Time (Not to Scale

FIGURE 6
CURRENT WAVEFORM F
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The second approach employs a pair of damped oscillatory waveforms designated Current Waveforms G1 and G2 (Figure 7). Wave-
form G1 is a low frequency waveform for assessing diffusion flux effects and G2 is a high frequency waveform for evaluating aperture
coupled effects. Extrapolation of measured induced transients is again necessary with the basis for extrapolation being peak current in
the case of G I and rate-of-rise in the case of G 2.

Waform G1 <25 kHz

Waveforn G2 < 300 kHz

FIGURE 7
CURRENT WAVEFORMS G1 AND G2

The U.K. document does not define specific waveforms for full vehicle tests but only recommends that minimum current amplitudes
of 4 kA and minimum rates-of-rise of 2 kA/scc be observed.

Because of the uncertainties which are present in full scale vehicle tests, they are not included in the proposed NATO STANAG or
the U.S. Military specification documents.

Voltage Waveform Simulation - Qualification Tests
As illustrated by the Cianos and Pierce statistical summary, the current waveforms associated with lightning return strokes have been

studied extensively and are therefore fairly well characterized. However, it is apparent from observations of aircraft damage that the
high voltages associated with lightning are also capable of producing significant effects on aircraft. The high fields experienced at the
aircraft as the stepped leader approaches give rise to corona and streamering activity which are the basis for establishing lightning
attachment points on the aircraft, flashover vs punch-through or rupture of dielectric surfaces, and possible ignition of fuel vapors.

Unfortunately, the precursor voltages and fields of lightning are not well characterized at all. In fact, little is known beyond the kind
of information summarized in Table 2. Therefore, it is difficult to specify voltage waveform criteria which can be rigorously defended
on the basis of natural lightning measurements. At the same time, it is obvious that the voltage effects must be accounted for in the
design and testing of aircraft systems.

Of particular concern to the avionics engineer is the knowledge of whether lightning will attach to electrical compcnents on the air-
craft and how dielectric materials such as radomes or light covers will withstand puncture and subsequent damage.

In specific instances such as these, it is possible to approach the voltage waveform definition problem from the standpoint of test
conservatism and the knowledge of how systems will respond to different waveform parameters. In particular, for qualification testing
of electrical components incorporating dielectric materials, it is known that fast-rising voltages stress the dielectric more than slow rising
pulses. Therefore, to ensure a conservative, or worst-case test, a very fast rising voltage pulse can be specified. This approach has been
taken in all of the subject criteria documents.

The Voltage Waveform A, shown in Figure 8, is specified for testing full scale hardware. It is only identified by the 1000 kV/psec
rate of rise. No peak voltage or decay time is specified because the ramp will terminate itself when flashover or puncture occurs. To
ensure that the arc closes before the peak is reached, either the air gap between the test object and the high voltage electrode, or the
peak voltage can be adjusted. A I meter gap is recommended, which would require around 0.7-1.0 megavolt peak voltage to ensure arc
closure on the wavefront. Whether or not lightning fields as seen on the aircraft will change as fast as 1000 kV/psec is not at issue. It is
thought to be unlikely, however, that they will change much faster than that.

Voltage Voltge Voltage
Waveform Wveform Waveform

A C D

FI UR 8l Flahme *'n.. F u.

Z >

0

0 2 ps 50 to 250 ms

FIGURE 8 er u

IDEALIZED HIGH VOLTAGE WAVEFORMS
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Voltage waveform A is also specified for full-scale hardware attachment tests where it is desired to learn where lightning may attach
to the detail geometry of a part. This test application is not universally accepted, however, because it is known that slow rising voltage
waveforms will produce a wider range of attachment points than will fast rising pulses. Therefore, the U.K. document recommends a
200 x 2000 long-front wave for attachment testing.

Scale Model Attach Point Testing - Engineering Test
Long spark testing of aircraft models is used to determine probable lightning attachment points on aircraft, As mentioned earlier,

the characteristics of natural lightning voltages and field changes have not been measured. However, the parameters of the test voltage
waveform can have a significant effect on the results of the test. Figure 9 illustrates how fast and slow fronted voltage waves might
produce different attachment patterns on a model aircraft.

Fast Front Waycform Slow Front Waveform

V V

Zas HV Electrode 50.250p.s HV Electrode

Sparks take a direct route Sparks propagate

to closest high field regions erratically and may/
on the test object attach to low field

regions on aircraft

FIGURE 9
VOLTAGE WAVEFORM EFFECTS ON ATTACHMENT BEHAVIOR

In the full-scale hardware dielectric punchthrough/flashover test, the test waveform was set to give the worst case results, thus en-
suring a conservative test. This approach has also been recommended for model attach point testing, and for this reason, the U.K.
document recommends a 200 x 2000 jisec slow front waveform for model testing. However, the U.S. SAE document has selected a
fast-fronted wave as the primary waveform. because the observed test results using fast waves appear to agree better with in-flight
experience. A slow front waveform is also included as an optional approach if very conservative results are desired. These two test
waveforms are shown in Figure 8 as Voltage Waveforms C and D. (Voltage Waveform B is used for fuel ignition tests and is not addressed
here).

Because of the waveform uncertainties and other factors (such as questions about the validity of scaling the attachment process) the
model attach point test is not included in the NATO STANAG nor in the U.S. Mil standard documents. The test is for engineering informa-
tion and is not a final verification. It is therefore included in the Engineering Test section of the SAE document.

LIGHTNING/AIRCRAFT INTERACTION

Swept Stroke Phenomenon
In most cases the question of how lightning interacts with the aircraft is the subject of, and the reason for, laboratory tests. However,

there are some a priori effects which should be taken into consideration before defining the tests to be conducted on specific pieces of
equipment. The most important of these considerations is what is referred to as the "Swept Stroke" phenomenon.

During the return stroke phase of a lihtning strike to an aircraft in flight, the lightning channel is effectively stationary in space with
the aircraft becoming locally part of the channel. However, due to its forward speed, the aircraft moves relative to the stationary channel
during the duration of the strike. When lightning attaches initially to a forward extremity such as a nose or wing mounted engine pod,
the aircraft moves through the lightning channel. Thus with respect to the aircraft the lightning channel is swept back over the surface,
as illustrated in Figure 10.

The basic mechanism of arc sweeping, is shown in Figure I1. The arc first attaches to point A and then as a result of the movement
of the aircraft, the arc distends along the surface until the configuration shown in Figure I I is produced. There is then a possibility of
a re-attachment to the surface at point B if the voltage across the gap BC is sufficient to break down the air gap and any insulating
coating on the surface. The dwell time at any one point is therefore a complex functioi, of the local geometry, nature of the surface,
the current waveform and the speed of the aircraft. Consequently, the attachment point may dwell at various surface locations for
differing periods of time thus resulting in a skipping action across the surface of the aircraft. The other initial attachment point often
occun to a trailing edge and therefore carrie the full current assmciated with the flash.
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The amount of damage produced at any point in a swept stroke region is related to the type of material, the arc dwell time at that
point and the waveform of the lightning current. Both high peak current restrikes with intermediate current components and con-
tinuing currents may be experienced. Restrikes typically produce re-attachment of the arc at a new point because:

a) the magnitude of the voltage across gap BC is large due to the large inductive voltage developed by the restrike current buildup, and

b) if the flash is discontinuous for a brief period a new (dart) leader will travel along the previous channel since it will still be hot.
Consequently, a high electric stress can be produced at the aircraft surface. The resulting voltage could be higher than the
inductive voltage produced by the changing current and consequently puncture of non-metallic surfaces or dielectric coating is
more likely to occur.

When the lightning arc has been swept back to a trailing edge it may remain attached at that point for the remaining duration of the
flash. If an initial attachment point occurs at a trailing edge then of course that particular attachment point cannot sweep.

The significance of the swept stroke phenomena is that portions of the aircraft that would not be targets for the initial attachment
of a lightning flash may nevertheless be involved in the lightning flash process as a result of the rearward sweeping action. Under these
circumstances it should he noted that except at trailing edges it is unlikely that the total energy associated with the flash will flow into
one point. For this reason it is convenient to divide the aircraft surface into zones for damage and assessment purposes. The following
zonal definitions have been incorporated into each of the modem criteria documents.

To

Statorar'y Arc' Ciranner

T3
3

Direction of motion of aircraft

T6 6

FIGURE 10 FIGURE 11
AIRCRAFT AERODYNAMIC INTERACTION WITH LIGHTNING CHANNEL MECHANISM OF SWEPT STROKE ACTION

Lightning Attachment Zones

Aerospace vehicle surfaces are divided into three zones, with each zone having different Lightning attachment and/or transfer
characteristics. These are defined as follows:

ZONE 1 : Surfaces of the vehicle for which there is a high probability of initial lightning flash attachment.

ZONE 2: Surfaces of the vehicle across which there is a high probability of a lightning flash being swept by the airflow from a Zone I
point of initial flash attachment.

ZONE 3: Zone 3 includes all of the vehicle areas other than those covered by Zone 1 and Zone 2 regions. In Zone 3 there is a low
probability of any direct attachment of the lightning flash arc. Zone 3 areas may carry substantial amounts of electric current, but
only by conduction between some pair of initial or swept stroke attachment points.

Zones I and 2 are further divided into A and B rel ions depending on the probability that the flash will hang on for any protracted
period of time. An A type region is one in which there is low probability that the arc will remain attached and a B type region is one in
which there is a high probability that the arc will remain attached. Examples of zones ar as follows:
ZONE I A: Initial attachment point with low probability of flash hang-on, such as a leading edge.

ZONE I B: Initial attachment point with high probability of flash hang-on such as a trailing edge.
ZOnE 2A: A swept stroke zone with low probability of flash hang-on, such as a wing mid-span.

ZONE 2B: A swept stroke zone with high probability of flash hang-on such as a wing inboard trailing edge."

Note that the above definitions define each zone, but do not provide dimensions or other description of where the zones are located on
particular aircraft. Establishment of the zone locations is therefore the first step in design of protection for a new aircraft. The first
step in this determination is to establish the initial strike points (Zone I ) on the aircraft. This determination is usually accomplished
by conducting a long spark attachment test on a scale model of the aircraft.

Once the forward Zone I locations are identified, the Zone 2 and 3 regions are established by definition. Figure 12 shown the various
zones on a commercial jet aircraft.

. . . . . . .| ' 111 g . .. . . . .. . . . . . . .. . .. . . .. . . . . .... . . . .
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Tvpsca aircaf lghtning strike Zones

- Zone 1

FIGURE 12

SWEPT STROKE ZONES ON A LARGE AIRCRAFT

APPLICATION OF WAVEFORMS

In the earlier section of this paper, the natural lightning threat was established and criteria were defined for simulating the lightning
current and voltage waveforms. In addition, aircraft zones were defined which now allow the local threat at different points on the
aircraft to also be defined. That is, the proper test waveforms to be applied to any specific piece of externally mounted electrical
equipment, depending upon its location on the aircraft, can be specified.

The application of waveforms is defined and summarized in Table 3. The type of test is identified in the first column, the total
location of the equipment to be tested is listed in Column 2, and the test waveform to be used is indicated in the appropriate waveform
column. Table 3 has been adapted from the criteria documents and has been tailored to exclude those tests which do not directly relate
to avionics or electrical systems tests.

The table identifies the current components that can flow through an aircraft structure or component in each zone. There may be
some cases, however, where not all of the components specified in the table will contribute significantly to the failure of the part.
Therefore, in principle, the non-contributing component(s) can be omitted from the test. If components are to he omitted from a test
because they are deemed to be non-contributory, the proposed test revision should be agreed upon with the cognizant regulatory
authority.

The test matrix in Table 3 makes it clear that not every waveform and test described in the new criteria documents should be
applied to every system requiring verification tests. The documents are written so that the specific aspects of the environment can be
called out for each specific program as dictated by the vehicle design, performance, and mission constraints. The decision of which
systems or equipment should be tested is left to the cognizant regulatory authority or contracting agency. So is the determination of
pass/fail criteria. The criteria documents seek to give guidance only on how equipment is to be tested after it has been determined that
it shall be tested.

TABLE 3
APPLICATION OF TEST WAVEFORMS FOR AVIONICS TESTS

Voltage CurrentTest Zone Waveform Waeveform

Damage Effects, Structural 1A A B
(Direct Effects) IB A, B. C. D

2A BC, D
28 B,C, D
3 AC

Induced Effects, External

Electrical Hardware E'

Full.Sie Hardware Attach 1A A
Point Test 1B A

Induced Effects, Complete N/A F or
Vehicle Test NIA G1, G2

Model Aircraft Attach (Fast) N/A C
Point Test (Slow) NiA D

Note Induced effects should also be neasured with CUrent

coponen, A. 8, C, and O r asrt,,ate to test zone
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Test Techniques
In addition to the proper definition of test waveforms and locations where they are to be applied, the techniques of testing can

also affect test results. For this reason, test techniques are defined in criteria documents to the extent necessary to ensure reliable
and consistent test results. Where it has bcen shown that test conditions can affect results of the test, a specific approach is recom-
mended as a guideline to new laboratories and for consistency of results between laboratories. The test techniques are kept as general
as possible to allow for improved, innovative techniques and to cover as many test situations as possible.

The modern criteria documents attempt to address the test techniques appropriate to each type of test identified. The technique
criteria specify test oblect configuration, test waveforms to be applied, the physicid arrangement of current carrying conductors,
test electrode configuration, spacing between electrode and test object, measurement requirements, instrumentation, and in some cases,
techniques for making measurements. In a few cases, where it is felt to be important, specific test arrangements and procedures are
spelled out and specified in some detail.

It is not the intention of this lecture to discuss the details of the test technique criteria. That information will be discussed in a
subsequent lecture in this series. It is emphasized, however, that test technique is an important factor in obtaining accurate and
meaningful test results.

FUTURE DEVELOPMENTS

It was mentioned earlier that there is much that is not known about the natural lightning environment and there are many uncertain-
ties regarding the response of aircraft and other aerospace systems to the total lightning environment. New information is being obtained
through continued research of natural lightning by the academic community. In addition, both the U.S. Air Force and NASA are initi-
ating in-flight measurement programs aimed at characterizing the fields and voltages associated with lightning at flight altitudes.

Some data are already available indicating that aircraft electrical systems may respond to high-frequency components of radiated
fields as well as to direct strike current pulses. Laboratory experiments indicate that the natural elect ical resonances of aircraft can be
excited by voltage -nd E-field changes associated with nearbylightning and by pre-return stroke events during a direct strike. For example,
the attachment of the stepped leader to the aircraft and the passage of a dart leader preceding a restrike can both cause rapid changes in
charge density on the aircraft. These rapid changes result in changing internal fields and subsequent induced transients on wiring stems
and avionics equipment.

Recent measurements of return stroke currents indicate that submicrosecond rise times are typical. The 100 kA/psec rate of rise used
in the criteria documents may therefore represent a typical strike rather than a worst case condition. If rise times on the order of 200
nanoseconds are considered, then the response of a full-scale vehicle will include high-frequency oscillatory ringing because the
resonances of the aircraft will then be excited.

Most observers agree that the total lightning environment must be considered in determining the threat to avionics systems per-
formance. However, it is still too early to establish standardized criteria for specifying the high-frequency components of lightning and
for defining techniques for systems testing. However, considerable research and development is now underway in both areas, and it is
reasonable to expect that future modifications or additions to the criteria documents will be made in these areas within a few years.

The SAE AE-4L committee is now engaged in an attempt to define test waveforms for evaluating internal avionics equipment
directly. The proposed document will specify a family of damped sinusoidal waveforms which would be representative of transient
signals induced on aircraft wiring by lightning striking the vehicle. The intention is to provide the system designer with a standard set
of waveforms which he can choose from to specify to his avionics suppliers. His choice will be determined by the anticipated shielding
or attenuation provided by the airframe balanced against the cost of hardening the avionics equipment. Although this work is still in
the early stages, it illustrates the desire of government and industry to address the problem at the earliest opportunity. Such efforts as
this will eventually impact the formulation of criteria for evaluating the impact of the total lightning environment on avionics systems.

SUMMARY

This paper has attempted to summarize the criteria which have been established for lightning simulation testing. The discussion has
concentrated on working from the natural lightning threat to the definition of simulation test waveforms, both for current and for
voltage. Aerodynamic interaciton of the aircraft with the lightning arc channel leads to definitions of zones on aircraft from which the
localized threat at specific locations on the aircraft can be deduced. These considerations led to a test matrix which defines the test
waveforms to be used in evaluating any particular piece of externally mounted electrical or electronic equipment on the aircraft as a
function of its position or location on the aircraft surface.

For internal equipment, full-scale vehicle tests have been defined as engineering evaluation tests. These tests for induced transient
levels require extrapolation of measured transients to predict actual threat level values. The full vehicle tests are still in the develop-
mental stage and may be modified as more information is obtained about the high voltage and high frequency aspects of lightning and
and about the way large systems respond to various laboratory excitation sources. It is generally agreed that the new criteria documents
which have been developed over the past few years represent a major improvement over the previously existing guidelines. Yet. because
of the importance of new technology avionics equipment and new information about the lightning environment, it is anticipated that
many changes are to come in future years. Much work remains to be done and workers in this field are encouraged to be aler: for
opportunities to understand and to minimize the lightning hazard to future generation aircraft.
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LIGHTNING TESTING FOR AIRCRAFT AVIONICS SYSTEMS

Don W. Clifford
McDonnell Aircraft Company

St. Louis, Missouri

SUMMARY

Laboratory tests can be used to evaluate the performance of electrical components and complete avionics systems in aircraft exposed
to lightning. Direct damage tests can be conducted on externally-mounted electrical hardware such as lights, probes and antennas by
applying high-current or high-voltage arcs representative of natural lightning directly to a representative component. Externally-inounted
equipment is tested in this manner both to evaluate the extent of damage to the component and to determine if high transient voltages
or currents are produced on internal wiring attached to the component. These tests are standardiied in criteria documents and arc
categorized as Qualification Tests.

Tests of avionics equipment located internal to the aircraft are not well defined nor standardized. Problems exist ai defining tile
actual threat to the equipment. taking into account the complex response of the total aircraft to lightning excitation. An accurate
definition of the transient signals appearing on avionics systems wiring must lie based upon analyses or tests of the electrical response
of the total aircraft to lightning excitation, the degree of airframe shielding, alld coupling of external fields onto internal wiring.

Despite the lack of good definition, tests of complete vehicles or large full-scale structures can be conducted to assist in determining
the total avionics system responses to lightning. The high electrical impedance associated with complete aircraft precludes full threat
currents from being passed through the vehicle. Present test techniques therefore use low-level current pulses through the structure to
develop engineering information about the transient signals induced on internal wiring. Since these tests are not well developed yet they
are categorized as "Engineering Tests."

This paper will describe the test techniques used to evaluate lightning effects on avionics equipment. The facilities necessary to
produce the current and voltage waveforms specified in the criteria docuCments will be briefis described as will the sensors and instrumen-
tation used to measure and record the test data. Where test setup details can affect test results, the . ferred techniques will be
described. Newly developed techniques for full vehicle tests will be discussed briefly as they nay impact the next generation of criteria
documents.

INTRODUCTION

Laboratory tests can be used to evaluate the performance of aircraft exposed to lightning. The test equipment and techniques
employed specifically for tests of aircraft avionics equipment and systems are the subject of this paper. Test waveforms and ,ipplication
criteria are defined in recently published documents which are discussed in a companion lecture in this series. The niechanisnis of
electronic failures, either damage or momentary disruption, while of interest in determining the susceptibility of avionics equipment to
lightning-produced transients, is outside the scope of this paper. The test techniques described herein are based solely upon consider-
ations of natural lightning currents and voltages and the secondary fields produced internally by circutiig currents on the surtace o:"
the aircraft.

Direct and Indirect Lightning Effects
The lightm'ng effects to which aerospace vehicles are exposed and the effects which are reproduced through laboratory testing with

simulated lightning waveforms are divided into "Direct Effects" and "Indirect Effects." The direct effects of lightning are the burning,
eroding, blasting, and structural deformation caused by lightning arc attachment, as well as the high-pressure shock waves and magnetic
forces produced by the associated high currents. The indirect effects are predominatly those resulting from the interaction of the
electronagnetic fields accompanying lightning. with electrical apparatus in the aircraft. Hazardous indirect effects could in principle be
produced by a lightning flash that did not directly contact the aircraft and hence was not capable of producing the direct effects of
burning and blasting. However, most indirect effects of importance will be associated with a lightning flash to the aircraft. In some cases
both direct and indirect effects may occur to the same component of the aircraft. An example would be a lightning flash to an antenna
which physically damages the antenna and diso couples damaging voltages into the transmitter or receiver connectCd to that antenna. In
this document, the physical damage to the antenna will be discussed as a direct effect and the voltages or currents coupled from the
antenna into the communic ,tions equipment will be treated as an indirect effect.

Qualification Versus Engineering Yests
Two categories of lightning tests have been defined in modern US criteria documents. Qualifications Tests arc intended for final

demonstration or verification purposes. The natural lightning waveforms and tile interaction mechanisms relevant to these tests are
believed to be understood adequately to standardi7e tile test waveforms and testing methods. Qualification Tests include high-voltage
and high-current physical damage tests of fuel. structural and electrical hardware as well as indirect effects associated with lightning
strikes to externallv-mour, ted electrical hardware. Engineering Tests are tests designed to provide engineering information for design
purposes rather than for final demonstration tpurposes. IEngineering Test, usually invol'e mechanisms or wa, eform parameters which
are not as well defined aS those for Qualification Tests. or for which widespread agreemn nt cannot be reached. The principal engineering
tests which are applicable to avionics systems are the model attach point test and full-scale vehicle indirect effects tests. A third
engineering test which will riot be described is the swept stroke test which is IIsel to determine art attachment behavior over inboard
surfaces. For the purpose of this paper, it is assumed that any electrical hardware located in an inboard region will be tested for direct
and indirect effects in accordance with the guidelines given in the discussion of Qualificationi Tests. Swept stroke tests could conceivabl
be conducted to determine the arc hang-on time for a protruding electrical component, but no such tests have been previously reported.

The tosts categorized as Qualification Tests are included in a proposed NATO Standaruli/ation Agreiintt. D~raft STAN .XG 3(lSoAF,
entitled "Lightning Qualification Test Techniques for Aircraft and lardware.'" dated 20 Augus' 1978. I 1he STANAG includes brief
descriptions of recommended testing techniques for the tests covered in the document. In addition, recent criteria documents published
in the US2 and in the UK 3 include descriptions of testini, techniques for both Qualification anid Inginering Tests. This paper will
seek to enlarge upon those descriptions and will preface the discussion of testing techniques with a description of the general laboratory
facilities and equipment used to simulate lighti~ing effects. The paper will conclude with a brief discussion of work which is underway to

develop testing methodology for evaluating electronic equipments located within aircraft to determine their susceptibility to hgihtnint-
induced waveforms.
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LIGHTNING SIMULATION TECHNIQUES

I'li laboratory eqILIipnlent Used to simu1olate lighitning eite ts naturally isulveS high-vultage antidcrcldhI~
tholg.(W1tlicse two techlnologies, tile liigh-voltaiic IaboratorN teC:11ILIqtCs arc well developled addcI1LncI Ln~~sI~b~,

arc as ailable to the experimenter as weli as a large body of published literature related mostly to electrica titreachadevlp
ment. Oil the other liand. h igl-energy electrical d ischiarge technjology hias iostl% beeni develo ped osver ILc 30 cars nd most of
that work has not been published inl the open litera t ire. Mu ich of* it is related to niuclea r oriented R&D 1) eths- weapons rela ted

I It nutinu t ransie nt PIonic nCra) or t'lsioj i e icm related. whecre very hev lcrcldsch arges are requtired to) produIcet i highi
rein pc'llratiires necessary to achieve thlermtonulclear reactioils. ('apaci tor banks storing ten s of'i megaloiv ocf0 cic rgv bave been construLctedl

Iolfsion ct re ws-rch.
I lie voltagre and current reiqiired for lightning clcts testing are Mtodest ill relation to those asSOCIAed With tite CqiJpillent jLISt

referred to. I oweser. the technOiqules req ilired to aeco ra tel prodi rce tile wavefo ruts ando to accurately Sim u,11le and mieasu re the wide
variety of lightn1ing e fec ts of' ittterest to -aircra ft desieniers are not trivial, ('Urren I pulses wviith iagniI LI S upI ito 200.000 aiiple res (98
percentile first retUn stroke) are not too ditficult to produIce, given thle ettergy storage cap~acitors. However, tile challenge of aCCUiratel
simuilating all of' the wavef'ormn paramleters of' realistic lightning returin stroke current wavef'oris is so great as to be unmet. Even a straight-
torward 2 .X 50 iScC cUrrcnt wavet'orltl (which rouighly resembles a return stroke pulse) is possible onIN at losy-current levelsitt miost
laboratories. Hlowever, a worst case tirst retuirn stroke curreilt wavefform actually includes ait exponentially iincreasing f'ront with a rapid
tranlsition over the last 100 to 140 kiloatnperes occurring in 200 nanoseconds or less. 4

,
5 The rapid front of' the waeis followed by a*1slow& decay which itnvolves a very respectable action integral 41214 of over 106t aip2 seconds. The produIctionl of such a waveformi.

particularly throughi a sizable test article, may be possible. However, the cost attd complexity oftile required facilities are generally

considered to he both prohibitive and untnecessary.
The key to an econotli cally feasible lightnoilg sirs ~Uat ion programn is to sint iila te tile important efftects of- lightiling. rathter than

attemlpting to) reproduc(e tile lightning itself. Alth ouglt the effects may be many, attd al thought they are almost certattihy interrela ted
(to some degree syinergistic), for engineerinig piurposes they caii generally be separated and sintulated itndependently. This f'act has beetn
recognized itt tile formulation of' recommtended test waveforms in the modern criteria documents.

High Voltage Simulation
Cionven tional high-voltage itilpulse generators are Used f'or generating htight electric fields and long arcs tbr thle purposes of detertoining

aurc attachmteint pointts on tiodels or onl flll-si/eed aircraft conmponents. These generators are also used for evaluating materials aitd
* cotmponlents f'or punich-through or ilasnover characteristics. Thte voltage level attd waveformns rettuiired for testing are dependent uIpoit

thle tN pe of' test a nd tlte Size of thle test iibject.
Thle impulse generators used for transient htigh-vitltage tests are uIsually Marx-surge getnerators whicht arc described iii high-voltage

text books.1 '' I'ltese Lene ra tors are fairly simple to build if thle ottly objective is to produce a fixed waveshape pulse. Several geinerators
* ~~~of' thtis t e have beent b it and are itt oiterat ion at light nitng siuilatiotn labotratories itt tlteU. S. and Europe. Output voltages of at least

several hltmdrcui kV\ are ncessair% tor long spark testing. Larger muachintes rangintg uip to 5 mV canl be built ecottoinicall% for fixed wave,-
fo~rm testing. A fewv genierators arc available witht uotputs Lit to 10 inV witit both wave front arid tail shiapittg capability. Thtese generators
are available at specialicu high voltage facilities such as tile General Llectric Ilght-Voltage Laboratory in the U.S. andi sittilar laboratories
in fItrope.

[ igure I is a ty pical schtetmatic retiresentatiot' of' a Marx system,. These generators produce tigh voltage by charging a tumber of

'stages' of' relatively low-level capacitors ( LuP tol 100 kV pecr stage) in parallel and then dischtarging thtett in series throught a spark gap)
sicigarrangemettt. Thie voltage Pulse proIL steed at tite out put has a rise litte detei ned esselltiall% by tlte resistatnce attd capacitance

of' thle ioutptltt anld exSterntlal circuit. aild ;a decay t imte deterttitedt by the RC title contstant of' thle stack Capac itaneCC an i ll resistattce to
grou tid. Figuire 2 is a wave formi showving thle outptllt of a mach11inc witht a ye ry f ast rise to peak. a sloow decay as thle tack catpacitanlce
deca',s hack t hrough tire charginlg resistors. aitd then the fast d ropi its tile air gap is closed be a loitig stiark, d ropipintg tlte total ci rcuit
resistance f~roill thlttsands of' oh 111 toi tells of ohis or less. Figure 3 i. phto~tgrapih of'~ a 4.2 i NNI arx genterat or used itt aircra ft testing.

Very Itigh-vitltage DC rectifier sets are used in specialiedu aptilicatiotts sucht as cotronla streaiteriilg tests )It dielectric mraterials or tigh
static-fiI t genlera tion. Nbod era tel% higlt-vol tage DC tPower suippllies (tip to I100 k\') are used ats the cha~irgingu sitpplics f-or captacitoir
banks and Marx getnerators. These Power supplies are very low cttrreitt siltplies so cannot he iused fotr damiagte effects tests.

Chalglig Ressto, I Typi -~ SiI, k Oil' Slawt
Gap TypI uIp

Ouiput

FIGURE1
BASIC MARX SURGE GENERATOR CIRCUIT (n STAGES)

5 P-,'

3000 kV

FIGURE 2
TYPICAL 3000 kV HIGH-VOLTAGE OUTPUT WAVE FORM PRODUCED BY 4.2 Mv GENERATOR f
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Opp-

FIGURE 3
4.2 Mv TEST OF FULL SCALE AIRCRAFT TEST ARTICLE

High-Peak Current Simulation
F igh-L trrent Simulation is conducted separatelh front long spark tests, because thle voltage requlired to break down a large gap

10 %o~vots) is so higlt that the power ncessary to generate tip to 200,000 amips Ii the arc i ck ly exceedIS thle boon i~S of feasib ili it.
The proposed STANAG high-current aveCform is piresented in Figure 4. Notice that thle current covers three orders of magnitude and

thle timte scale eliconipasses ncr~ ieorders ot'imagnitude. lhe very high urrent potosof these waveforms are gnrlySMiulated

by discharging energy storage c~apacitors into thle test sample. Large capacitor banks can be constructed easily to produce ltiglt-ecrgN.
hItgb-cu rrenit discharges Iii v ry shtort arc:s. but, as nmen tioned earlier, some Comtplex ityv is involved if a reasonable Siu lat ion of the actuoal
lightning current wavefo ii is required.

The discharge fronm a capacitor bank can be re prese nted by all equLivalent [.RC c irciit, as shown Ii Figure 5. and( standard electrical
thieor\ can be used to predict the ci rcuiiit Ii rre n t. The capacitance in the circuit is domina ted by the capacitors: the induct ance of tile
circuit is thle combined internal in~ductalice of the capacitors ptlus the external circuit: and the resistance, is t Ite Conmbitned effect Of
internal capacitor resistance and external circuit resistance, which includes that of the test sample. The resistance. and especially tle
itiduIc taIce of thle test se tp are often dilficutlt to control bec ause they are dist ribted qua': tit ies whtich arc dependect uipon the su/e
and Configuration oif the test object.

I 'ot discharLe. thle ge ns rat or simpl\ behaves like anl LRC circitit in which a capacitor is discharged tlritgli a re-Sistor and anl
intti ic tor by a swistcht cliosiire. lTe lit utput currett tx wave forn is thIten giveni by

I t {Rnitt~
s fc re Vis the charging vIttage. wc is thle resotnantt frequency ouf' thIe ci rcuiit giveit b.%

Rit I and 1. are. respccti' ely. the bulks circuit resist ituLe aitd Ininsl:taitCC. While C, S is ie capac itatice o (til one I geiterator stage. Ilic
circuit Inductance is principally a result Of the pulse generator's Intertnal irutctant antd for all practical test purposes it is iualterable.
Ibhis inductance fitnits the rise timle tf tle getnerator aid thle restihltti discharge IS 40111 .ill\ tttuch too shots toi obtain thle ittudefI was e-
formts specified %altie itf Cuirrenit rate of rise Itf I100 k A YseC.

l)epending ott the resistive damtpittg. tte circuit way resotnate ( ttllerdamtied casei (io the cuirretnt uttis he cL v dam pt or Over-
damtped Fhle untlerdamtp-d case is cornIttonlv used byr fttanx laiboratories it) Obtain The flight-peak current colilponeItlIS Of lilt ligfttttutg
waseoun because it c an bie loteaily with ai rntinittto itt eiipnteitt I loweCVr. tile lttilerdatltped~ cal :N less desirable( i or it is

difficult to cotttrol the ci ,rev Ii tile iiscdiarge wavesllie. lhe (total disc Itrge eteres 1islie SLIMi Of thle eierey\ thepOti1 itilL irtc e f
halt clOf thle oScilla1tory Current atdtifs caneftilliv specified in thle mlodel s\ uvefiurin If t1he citierator1 has, suffitcint enlerg\ and outputl
voltaige, it cmii tifflim resistive datmping to eliminate oscillatiotis. cottfrol tile Ciurrentt ttld pulse w idth id( still jichx~ec the Riff peak
amnpl ituode The sinlte~ polarity pulse thtus produced is moture retpresentative of a naturval discharge than anl oscillatisr pulse. fcsts have Shtown
that a iini polar iiise harge often conitt it cS a ore st renoils test cond itiont than does an osci lati r-. disc barge of eutual peak amplitudean
energy cofltent.8
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Component A linitial Stroke)
Peek Amplitude 200 kA ± 10%
Action Integral 2 x 106A

2
s t 10% Component D lRestrike)

Time Duration < 500 Ijsec Peak Amplitude 100 kA t; 10%

Action Integral 0.25 x 10
6

A
2

s + 10%
< 500JAec -

Component B (intermediate Current)
Maximum Charge Transfer IOC
Average Amplitude 2 kA t 10%0

z
Component C (Continuing Current)

4'Charge Transfer 200C ± 20%
Amplitude 200-800A

[ < 5 x 103s 0.25s <T< i

Time (Not to Scale)
G-O10132 2

FIGURE 4
IDEALIZED CURRENT WAVEFORM COMPONENTS FOR QUALIFICATION TESTS

High -/- ---

Voltage Capacitor
Charging Bank Spark Gap
Supply

High Current Test Setup To Oscilloscope

LD 
R

RS Switch
Resistance

RL = Load Resistance
RCS = Current Shunt

RL Resistance
LD = Distributed

Inductance
C = Energy Storage

Capacitance

RCS Equivalent
RLC Circuit

FIGURE 5
HIGH CURRENT TEST SETUP AND EQUIVALENT CIRCUIT

Inductive energy storage is used in the UK (Culham Lab) based on technology developed in their fusion energy program. 9 The
advantage of the inductive storage technique is that the large inductor acts like a fixed current generator, and in this respect is more
comparable to natural lightning than a capacitor bank. In addition, less capacitance is needed to generate the action integral specified
in the criteria documents. However, the inductors are large and expensive to manufacture: they must be custom built, and the associated
magnetic fields are very intense, possibly requiring extra shielding of other laboratory equipment.

With peak currents up to 200 kA, it is both difficult and expensive to charge an inductor from conventional DC sources. To over-
come this, capacitive storage can bc used to charge the inductor. The simplest method of achieving this is to discharge the capacitor
via the test piece into the inductor. At the first current peak, all the remaining energy is stored in the inductor, and this can be fed
into the test piece by simply short circuiting the capacitor. (See Figures 6 and 7.)

This system of initial capacitance storage, discharged into inductive loads with a clamping or diverting switch, serves very well for
simulation of the current component A (Figure 4) where the peak current, rise times and pulse duration permit the design of a generator
having practical dimensions. The main limitation of this system, however, is the control of the rise time, which is a function of L and C.
Where high charge transfers and medium currents are required (such as in current components B and C), both C and L need to be large:
and this gives a very long rise time for current in the inductor. Faster rise times can be achieved by discharging the capacitor directly
into the inductor, and discharging the inductor into the test piece after the transfer of stored energy from capacitor to inductor has
been completed.

High-Charge Transfer Simulation
The continuing current type lightning stroke (lower level currents shown in Figure 4) has been simulated most readily by high-energy

DC rectifiers or by batteries in a series-parallel combination. The STANAG specifies 200 amps for one second as a simulation require-
ment for fuel systems: 200-amp DC supplies are not difficult to obtain, but a complicating factor is the necessary driving voltage. Many
test objects requiring high coulomb tests are resistive in nature and often even metallic materials are covered by good dielectric paint.
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Consequently, the arc may extinguish or fail to strike if the sustaining voltage is too low. When resistance is a problem, or when larger
arcs are needed, capacitor banks are often used because of the higher charge voltages. However, capacitor banks are limited in the total
charge which can be stored. Inductive energy storage systems are particularly useful in this application.

RSSl

CS Test PieceL

FIGURE 6
EQUIVALENT CIRCUIT FOR CLAMPED INDUCTOR DISCHARGE HIGH-CURRENT TEST

Current in Load

Current in Load
and CS

V Voltage Across CS 0

l C Closed Time

-- SS Closed

FIGURE 7
CURRENT WAVEFORMS PRODUCED BY CLAMPED INDUCTOR DISCHARGE

INSTRUMENTATION

Diagnostics
The two basic measurements required in the lightning laboratory are current and voltage. Current measurements can be made by using

either low inductance resistive shunts or magnetic probes, pickup coils, or Rogowski coils.
Shunts are most useful for the intermediate current and continuing current phases, where the di/dt is low, the duration relatively

long, and the circuit can tolerate the shunt inductance. Sensitivities vary from 100 A or so to some tens of kiloamperes. Calibration
is absolute; and the diagnostic is durable, consistent, and reliable. The shunt must be able to carry the fi2. dt of the high current
circuit, and it must be introduced at the ground point only. Care must be taken not to introduce ground loops.

Current transformers, Rogowski coils, and magnetic probes may be used for the higher peak value currents (> 104 A) and di/dt values
(> 5 kA/ius). The Rogowski coils have the advantage of absolute calibration, but their high frequency performance is poor. These two
sensors have no metallic connection with the high current circuit and, therefore, they do not require reference to ground. They are.
however, more susceptible to high frequency pickup and hash originating from the very high peak current trigger pulses and other
switching noises.

An extension of the Rogowski coil is the modern commercially available current transformers. These units have fair to good
frequency response, depending on cost; they are well shielded against RF interference and they come in a variety of sizes for different
applications. Balanced twin lead cables can again be used for connection to recording equipment.

Voltage measurements are usually accomplished by arrangement of capacitive or resistive voltage dividers. These measurements can
be very difficult to accomplish with great a "curacy and confidence if very high voltages with rapid rates of change are involved. This is
especially true if the divider unit is exposed to radiated fields from the high voltage generator. Well-shielded cabling must again be
employed. Compensated dividers are available commercially and construction techniques can be found in textbooks. 6.7

Alternatively, electric field sensors are inherently high frequency devices and can yield very accurate measurements of high-voltage
waveforms. Accurate quantitative measurements of peak voltage levels are more difficult to make with field sensors because of
uncertainties in field gradients generated by corona and streamering across the air gap containing the sensor.

In open arc work, photography can be employed to great advantage; either still or high-speed movies may be used as appropriate.
Pressure sensors, thermocouples, infrared sensors, and other transducers have an important role to play for appropriate tets. However,
with any electrical sensor, great care must be taken (because of the intense EM environment during generator discharge) to ensure that
the recorded output signal is truly representative of the actual parameter to be measured.

Meamurement Equipment and Techniques
Care must be taken in the arrangement of the diagnostic equipment used for induced coupling measurements. The physical circuit

must be arranged to ensure that the diagnostic equipment is not influencing the system response. The discharge of laboratory gener-
alots produces intense el.-tromagnetic fields over a wide range of frequencies. High-frequency RF energy from spark gap switches
and rapidly changing elc- fields accompany the magnetic fields produced by th high-peak current surges. This intense EM field
environment will induce currents in any exposed electrical conductors, including exposed signal leads, building power lines, and measur-
in instruments. These spurious signals can easily mask the desired signal if care is not taken in the design and installation of the

iatmantatbon ystem.
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In addition to the problem of shielding the instrumentation system, the frequency response of the total measurement must be fast
enough to detect the very sharp high-frequency transients which often occur at the instant the generator is triggered. For small
component-sized test articles, system resonances and coupling modes other than magnetic or resistive are not under study. Therefore,
the upper frequency limit requirement will be determined by the test waveform. For example, direct effects tests on external hard-
ware may employ fairly slow current waveforms (10 to 20 usec to peak). On the other hand, indirect effects tests using Current
Waveform E from the proposed STANAG will need to be able to see induced transients rising to peak in a tenth of a microsecond.
Therefore, a bandwidth upper limit of at least 10 MHz should be used in those tests.

Where full-scale aircraft testing is involved, system resonances become very important. Therefore, instrumentation capabilities must
be extended into the 30-MHz range, at least for small aircraft. Responses in the 100 MHz range may become viewed as important as
more is learned about the coupling of lightning produced transients onto signal cables.

For component-level tests, the instrumentation may be installed in the same shielded enclosure on which the test object is mounted.

Such installation requires adequate volume in the enclosure, as well as good ventilation for cooling and quick access for data retrieval.
The advantages of this arrangement are that the measurement leads are short, and minimum additional effort is required in sheilding
of the instruments. A test of this type is illustrated in Figure 8.

In other instances, the instrumentation may be housed in a separate shielded room. The measured transient signals must then be
transmitted to the shield room via signal leads of some type. In this case, precautions must be taken to ensure that spurious signals are
not induced in the signal leads. The elimination of interference can be greatly facilated by the use of balanced twin cables, in solid
copper tubes. The copper tube must be kept directly against and in electrical contact with the high-current transmission line at its
lowest field point, from the position of the diagnostic to the common ground point. Care must be taken, however, to ensure that
long-shielded cable runs do not load down the signal, either in frequency or magnitude. Care must be taken i, the design of impedance
matching devices and other interface circuitry to ensure that the signal is not distorted or masked.

Other low-noise signal transmission techniques include the following:
a. Double-shielded duplex cable and differential readout instrumentation to eliminate common mode voltages.
b. Completely floating battery-powered instrumentation (elimination of ground loops and power line filtering).
c. Fiber optics to isolate the readout instrumentation from both the electrical circuit under test and the transient generator (elimin-

ation of ground loops).
d. Fiber optics and very short instrumentation cables to minimize loading effects on the test circuit.
e. Isolation resistors at the voltage pick-off point to minimize the loading effects on the circuit under test.
liven after all these precautions have been taken, the elimination of noise in the measurement instrumentation system should be

verified. This can be accomplished by delivering the test current to the shielded enclosure while monitoring the readout instrumenta-
tion with the leads disconnected from the electrical circuit under test. This should be done under two conditions:

a. with the disconnected measurement leads open circuited, and
b. with the disconnected measurement leads shorted.
Since fiber optic tecl iques are fairly new, the following paragraphs will describe their application in more detail.

Libht Opstatlik

instrumentationo
Enclosure and I , ta

Cornen

Mounting Fity ac n

FIGURE 8
COMBINED DIRECT AND INDIRECT EFFECTS TEST SETUP FOR

EXTERNAL ELECTRICAL HARDWARE

Fiber Optic Data Links

An attractive alternative to multiply..shieldd carefully grounded signal cables has become available in the form offibe optic data
hnksee T units have the advantage of completely isolating the instrumentation from the test environment and eliminating the long

signal leads whch act as antennas to pick tip unwanted fields produced by the generator upon discharge. .e instrumentation can he
enclosed in a shielded room with no cable penetration other than shielded filtered power lines. In addition. the data can be taken from
a test artic:le raised to very high voltages since there is no grounding of shields to worry about.

The disadvantages of fiber optics are disappearing as the technology matures. Good fidelity and linearity can he achieved in analog
systems with bandwidths up to 100 MHz. % transmitter/converter receives the electrical signal, converts it to an optical encodling diod~e
where it is transmitted as a modulated light signal via a light pipe to the instrumentation room. There it is reco~nverted to an electrical
signal for d %play on an os:illoscopc or for digital recording. A fiber optic data link set is shown in Figure 9.
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FIGURE 9
FIBER OPTIC DATA TRANSMITTER/RECEIVER SET

Recording and Data Processing
The recording of transient electrical signals is conventionally achieved by photographing oscilloscope traces with a Polaroid (or

equivalent) camera. Most oscilloscopes designed for transient applications are equipped with face-mounted cameras. The photographs

of the scope sweeps or traces have long constituted the final output data from the test.
The "scope camera" technique has disadvantages. Much time (and film) is ofter required to obtain the proper light levels and

triggering. Many data events are missed as a result of improper triggering, wrong exposure settings, or failure to reload film in the
camera. In addition, modern requirements dictate additional data processing of the measured transient. For photos of scope traces,

that means manual integration or differentiation of the signal, or manually digitizing the signal for computer processing. Despite these

disadvantages, the technique is still useful for verifying generator performance parameters and will likely remain popular for some time.

Transient digital recorders have many advantages for lightning-type tests and they are becoming very popular in the U.S. These units

have a recirculating memory which is constantly monitoring the input data line via an analog to digital converter. The memory can be

frozen at any time by triggering internally on the leading edge of the signal to be measured. By adjusting the "pretrigger time" the

data record can be stored beginning a set time before the event begins. This feature prevents losing data on the leading edge of the pulse.

The commercial units are being improved rapidly, but current models have effective bandwidths up to 100 MHz and storage times out
to 100 microseconds. Because the memory has a set storage capability, the time resolution is reduced as the storage time is increased. That

is. a short record, say ten microseconds full scale, will have more discrete data points available to record the data per microsecond than if
the record is stretched out to 100 microseconds.

Once the datum is stored in memory, it can be manipulated at will for display on different time and amplitude scales, and it can be

transferred into a digital computer for further processing. A simple application of this capability is the calculation of the action integral

of a high current waveform, as required by the new criteria documents. Another application where this capability is almost essential, is

in the measurement of induced transients in full-scale aircraft tests. These transients are generally in the form of damped sinusoids with

a mixture of different frequencies. In order to understand the coupling processes, the time-domain record must be converted to a

frequency domain record by taking the Fourier transform. This operation requires a computer if any number of data events are to be

analyzed.
An example of a typical data trace from a fiber optics/digital recorder system is shown in Figure 10, along with the Fourier transform.

The data is typically filed on magnetic tape and plotted out with an X-Y recorder for presentation or reporting. No film or photography
is involved.

The computational tasks for lightning test data processing are not extensive and can generally be met by a programmable calculator

or a small laboratory microcomputer.
Summarizing the discussion of simulation and instrumentation techniques, Figure II is a block diagram of a One-Megajoule High-

Current Damage Test facility, showing the relationship of energy storage systems for the various current components, the charging

systems, the diagnostics and the instrumentation.

TEST TECHNIQUES

Having discussed the general simulation and instrumentation techniques for lightning testing, the specific procedures and rationale for

different types of tests will now be described. The tests are categorized as Direct Effects or Indirect Effects tests and they are also cate-

gorized as Qualification Tests or Engineering Tests. These terms have been defined previously. The order in which the tests will be dis-

cussed follows roughly the order in which the tests would be conducted in a typical program. Thus, the first test is the model attach

point test, which is an Engineering Test, followed by three Qualification tests oriented to externally-mounted electrical hardware, then

concluding with the full-vehicle indirect effects test which is an Engineering Test.

Model Attach Point Test (Engineering Tests)
The initial laboratory test used in the development of lightning protection for an aircraft is often a scale model lightning attach point

study. It is important for aircraft designers to know precisely where lightning may strike on a new aircraft. It is known that lightning

initially attaches primarily to the extremities of the aircraft. Most attachments are to wing tips, nose, horizontal and vertical fin tips

and other protuberances such as antennas, probes or external stores. However, there are questionable areas on most aircraft where a

simple examindtion is not sufficient to determine, with any confidence, whether lightning will strike there or not. If there is a question

of attachment probability, then it is likely that the probability of an attachment there is low. However, where safety of flight is con-

cerned, even low probabilities must be considered. In such cases, more information is needed for making important design decisions

regarding lightning protection. The placement of electrical hardware, the incorporation of protective measures, and the routing and

shielding of critical avionics wiring may be influenced by the location of attachment points.
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A scale model lightning attach point study can assist in this determination. The study is typically performed by placing a conductive
model of the aircraft in an air gap between electrodes of a high-voltage impulse generator. The air gap is overvolted, causing a long spark
to propagate between the electrodes. The spark is intercepted by the aircraft model, and the points on the model where the spark
attaches are recorded as possible lightning attachment points. The model is rotated in small steps through all three axes of roll, pitch
and yaw, and spark discharges to the model are triggered in each position. In this manner, lightning strikes to the aircraft from every
direction are simulated.

Typically, three to ten shots are taken with the model in each orientation. Photographs, usually taken with two cameras positioned
at right angles to each other, are used to identify and record the attachment points. Data from the photographs can then be used to
tabulate all attachment points or to construct diagrams of various types showing capture angles or probability distributions.

In planning a model attach point test, a number of questions arise concerning various test parameters such as model size, construction
and accuracy, air gap spacing, electrode geometry, electrode polarity, high-voltage waveform, grounding of the model and the number
of discharges at each model orientation. It is difficult to specify these variables exactly, because a detailed knowledge of the mechanisms
of propagation of natural lightning and the associated fields does not exist. The results of experiments which have been conducted for
the purpose of determining the effects of these variables and their impact on the test are reported in References 10 and 11.

In view of the fact that model attach point tests may be relied upon to make important lightning protection design decisions, the
test should be conservative, but as realistic as possible. The large number of laboratory variables which must be considered makes the
establishment of a standard test procedure difficult. However, agreement has been reached on most aspects of the technique, with
optional procedures defined in the-principal areas of uncertainty.

The questions surrounding the proper choice of high-voltage waveshape and polarity are probably the most complex, and at the
same time the most significant in terms of the effect of the choice on the results of the test. It has been shown that the use of high-
voltage pulses with fast wavefronts, such as the standard 1.5/40 wave (1.5 psec rise,40 sec decay), results in a limited distribution of
attach points, mostly in high field regions. However, if slow rising waves are used, such as a 50 psec rise time switching pulse, then the arc
propagation mechanisms are altered, and the arc tends to meander in an erratic fashion. As a result, the arc attachment points become
more scattered, resulting in a larger number of attachment points, including some at inboard regions. Since the model attachment points
produced by the slow wave are more scattered, the test is seen as being more conservative, thus producing greater confidence that all
attach points have been considered. On the other hand, fast rising waveforms have been used in most of the previous model tests,
resulting in fewer attachment points but good correlation with flight experience.

As a result of the waveform controversy, a double-option approach has been agreed upon by workers in the U.S. and Britain. Two
test waveforms have been defined for model attach point testing. The first is a fast-fronted waveform which is to be used for what is
termed "Fast Front Model Tests." The second waveform is a slow rising waveform which is to be used for "Slow Front Model Tests."

The voltage waveform for the fast front model test is a chopped voltage waveform in which flashover of the gap between the model
under test and the test electrodes occurs at two Asec (+50%). The amplitude of the voltage at the time of flashover and the rate-of-rise
of voltage prior to breakdown are not specified. Attachment points on models obtained by tests using this waveform are all automati-
cally designated as Zone I (direct attachment) regions.

The voltage waveform used for the slow front model tests has a rise time between 50 and 250 psec so as to produce a more erratic
arc attachment behavior. It should produce a greater spread of attach points, possibly including attachments to low field regions. There-
fore, the test data obtained must be analyzed by appropriate statistical methods to arrive at the definition of Zone I regions. In other
words, some judgment must be exercised in interpreting the results of the slow front test, whereas the fast front test results are used
directly. Neither criteria for judgment, nor the "appropriate statistical methods" to be employed in the slow front test analysis, have
been specified.

A model attach point test on a scale model of the Space Shuttle in the launch configuration is shown in Figure 12. The simulated
plumes are attached to help in determining if lightning could attach to the main engine nozzle on the Orbiter.

FIGURE 12
MODEL ATTACH POINT TEST ON SPACE SHUTTLE WITH SIMULATED PLUMES
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High-Voltge Attachment Tests on Ful-Scale Hardware (Qualification Test)
Electrical equipment is often mounted on the external surfaces of aircraft and many times the location is on or near extremities of

aircraft where lightning flashes may attach. Many times antennas or other electrical components are covered by radomes or noncon-
ducting fairings or glass lenses. High-voltage, long-spark tests are used to determine whether lightning can be expected to puncture
dielectric covers and attach to the internal components or whether the stroke will flash over the surface of the cover and attach less
harmfully to metallic structure. The tests are also used to identify detailed attachment points on complex metallic structures where
it is desirable to know exact attachment points or detailed current flow paths.

A fast rate of rise voltage waveform has been defined for arc attachment tests on full-scale hardware. This waveform is designed to
produce worst case results on dielectric puncture/flashover tests, but may not be worst case for attach point distributions on metallic
systems. For situations where conservative test results are desired on all metal systems, an optional slow rate of rise waveform is also
defined. The two waveforms, designated voltage waveforms A and D, respectively, are shown in Figure 13 along with the relevant
parameters. The rationale for the defiaition of the test waveforms is discussed in a companion lecture in this series. An attachment
test of a light/antenna group on a vertical stabilizer is shown in Figure 14.

In the fast waveform test, it is important that flashover occur on the rising front of the waveform in order to ensure that worst case
stress conditions are being applied to the test article. Since a one-meter gap is also specified for the test, a high-voltage generator with a
peak output voltage of one megavolt or greater is required.

Voltge Voltage Voltage
Waveform Waveform Waveform

A C 0

c m I
&

0 2 usec 50 to 250 ;sec

FIGURE 13
IDEALIZED HIGH VOLTAGE WAVEFORMS

FIGURE 14
LONG SPARK ATTACHMENT TEST OF LIGHT AND ANTENNA

CLUSTER ON VERTICAL FIN

The qualification test specifications which have been developed for this type of test specify the following criteria.

a. rhis test is performed on full size structures that include nonmetallic surfaces and is used to determine the possibility of puncture
and an5 other paths taken by the lightning current in reaching a conductive element.

h. This test method is applicable to radomes. canopies, wing and empennage tips, antenna fairings, windshields and any other
asseriiblies lc.ated in a direct strike zone and constructed of nonmetallic materials which might be vulnerable to puncture and
damage t r~om a lightn ig strike.

, the test apparatus reqtuired includes: A high-voltage generator capable of producing voltage waveform A with a peak voltage of
at least 1.5 million volts, high voltage measuring and recording instruments, and photographic equipment for recording strike
points.
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d. The test object should be a production-line hardware component or a full-scale prototype. All conducting objects within or on
nonmetallic hardware that are normally connected to the vehicle when installed in the aircraft should be electrically connected to
ground (the return side of the lightning generator). Surrounding external metallic vehicle structure should be simulated and
attached to the test object.

e. The test electrode to which test voltage is applied is positioned so that its tip is one meter away from the nearest surface of the
test object. Dimensions of the test electrode are not critical. If model tests or field experience have indicated that lightning
flashes can approach the object under test from several different directions, the tests are repeated with the test electrode oriented
to create strokes to the object frum these different directions.

If the test object is so small that a one-meter gap permits strokes to miss the test object, or if a one-meter gap is inappropriate
for other reasons, shorter or longer gaps may be used.

f. A typical test procedure would include the following steps:
I. Set up the high-voltage generator, test electrode and photographic equipment.
2. Inspect the high-voltage equipment and area for safe operation.
3. Insert a dummy test object beneath the electrode, or place a conductive bar over the actual test object such that wavefrom

checkout discharges cannot damage the test object.
4. Fire a dummy discharge to the test object to check the voltage waveform and establish that the specified waveform is in fact

being applied and check out the operation of the photographic equipment.
5. Place the test object beneath the test electrode and begin the tests by firing one discharge at the test object.
6. Fire the specified number of discharges from each position. Inspect the test object after each discharge and record the strike

attachment points. This may be accomplished by moving either the electrode or the test object to cause the discharges to
approach from each of the other direction(s) from which a natural lightning strike might be expected to approach. Repeat
steps 5 and 6. If a change results in the air gap between the electrode and the test object, step 4 must also be repeated.

7. Tests may be commenced with either positive or negative polarity. If test electrode positions are found from which the
simulated lightning flashovers do not contact the test object or do not puncture it if it is nonmetallic, the tests from these
same electrode positions should be repeated using the opposite polarity.

8. Correlate photographs with strike attachment points observed on the test object.
g. The data taken should include:

1. Environmental data such as temperature and humidity;
2. Description and photographs of the test setup;
3. Date, personnel performing the tests, and location of the test;
4. Test voltage waveform oscillographs;
5. Photographs of discharges and attachment points on the test objects.

Test Rationale - The new STANAG and the SAE report (Reference 2) upon which it is based advise that tests begin with the high-
voltage electrode at either polarity and suggest that tests in which no punctures occur be repeated at the other polarity to make sure
that the same result holds, since either polarity may exist in flight. Plumer, in Reference 12, concurs in this recommendation, but has
found, in most cases, that somewhat more punctures occur when the high-voltage electrode is at positive polarity. This is probably
because streamering is more profuse from a positive electrode, permitting streamers to move closer to the test object (and apply a more
intense field to it) prior to being intercepted by a streamer emanating from an external conductor.

Until recently, it was considered appropriate to apply many discharges to the test object to cover scattering effects. It is now apparent
that partial breakdowns occur within some dielectrics found on aircraft, resulting in punctures after several withstands. This effect is
most pronounced in fiberglass materials, including multi-ply or filament-wound laminations and foam or honeycomb-filled sandwich
configurations. If such a material will withstand three discharges without puncture, it may be considered to have passed the test, since
few such structures would experience more strikes than this (at the same location) during their lifetime.

If three discharges are insufficient to evaluate scatter effects, the test object should be rotated to expose an untested surface if
available: otherwise, additional test objects should be used. The inside and outside surfaces of the test object should be inspected after
each discharge to identify the attachment point(s) and punctures, if any. Each point should be marked so that it will not be confused
with attachments produced by subsequent discharges. In addition, each discharge should be photographed so that the path taken by the
flashover can be identified.

Restrike Simulation - In cases where the lightning current decays prior to a restrike, an intense electric field similar to that which
preceded the original strike may be applied to the aircraft. If the aircraft has moved forward during this time, this field may be applied
to surfaces aft of the original attachment point. This possibility must be assumed to occur over any surface that may experience a
swept stroke (as in zone 2A). Since the dart leader preceding the restrike may follow the original path, the electric field may be most
intense between points C and B beneath the channel, as shown in Figure 15.

The possibility of a puncture beneath such a restrike can be evaluated using this test technique by placing the high-voltage electrode
several centimeters above the surface. The rate of voltage rise should be 100 kV//s as in the initial attachment point test, but since the
flashover path(s) is shorter, flashover will occur at an appropriately lower voltage.

Multiple paths are common, and care should be taken to assure that all such paths are identified. There are cases, for example, in
which both a puncture and a surface flashover will occur simultaneously. A camera placed inside the test object may be utilized to
identify internal streamers or punctures.

Protection Development Tests - The high-voltage test may be utilized to evaluate the performance of protective devices, such as
diverter strips, or to determine the maximum separation permissible without puncture. Such tests can often be performed upon flat
samples of the dielectric wall material of sufficient size to allow diverter strips to be attached and spaced similarly to the desired aircraft
installation. The high-voltage probe is positioned one meter above the surface, equidistant between the diverter strips being tested, as
shown in Figure 16.

Successful coordination of diverter spacing with internal conductor-to-wall spacing is achieved when the voltage and time necessary
to flashover from any point on the external surface to the nearest diverter strip is lower than the voltage and time required to puncture
the skin and attach to a conducting object beneath. The latter path includes the dielectric skin material as well as the air gap, but is
must be remembered that the voltage withstand capability of a path through several different materials is less than the sum of the
separate withstand voltages. Thus, the withstand or puncture voltage of a structure cannot normally be determined by testing its
components individually. The complete structure should be tested. Further discussion of the subject is presented in Reference 1 2.
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FIGURE 16
TEST ARRANGEMENT FOR DETERMINING DIVERTER SPACING (D) AS A FUNCTION

OF PROXIMITY (g) TO AN INTERNAL CONDUCTOR - FROM REF (12)

Tests to Determine Zone Boundaries - The tests described thus far have been designed to identify puncture possibilities. The fast
rising test voltage, which is provided by voltage waveform A, enables tie electric field to reach sufficient intensity to puncture the
dielectric skin before streamers drawn from external conductors further away reach the high-voltage electrode. If the test voltage were
increased at a slower rate, external flashovers would begin to predominate.

In some cases, however, it is desirable to encourage streamers from more distant, less probable locations, to identify the boundaries
of a zone over which direct lightning strikes are possible. Here a slower rising test voltage is desirable. If the range of electric field rates-
of-rise possible from natural lightning is as broad as the range of return stroke current amplitudes (a likely possiblility since both are
related to charge in the leader), voltage rates two orders of magnitude lower than waveform A may also be possible.

A voltage waveform which rises to crest in 50 microseconds has been identified as waveform C in Reference 2 for use in certain
engineering tests. Waveforms with rise times of up to 250 microseconds are permitted by the definition of waveform C (50 to 250 ps)
and the particular rise time is not critical. Tests with this waveform would be used to determine how far inboard Zone I should extend
on wing tips with large radii of curvature and to evaluate worst case attachment distributions on complex arrangements of components
in Zone I areas.

High-Current Direct Effects (Qualification Tests)
When an aircraft is struck by lightning, high current damage effects may be produced when the aircraft forms part of the total lightning

path. Lightning currents flow between the two or more attachment points on the aircraft. Direct (damage) effects are most generally
produced in the localized vicinity of arc roots or attachment points, although current flow through joints or high impedance paths can
produce damage away from the arc. Because of the sweeping action of the lightning arc in the windstream. arc attachment points on
forward parts of the aircraft often move aft in the windstream. This sweeping action may expose externally-mounted electrical hardware
to arc attachment and damage although not mounted in a direct strike zone. The high current threat characteristics depend upon
location on the aircraft because of the time-varying nature of the current and the sweeping action. The direct damage effects include
burning, eroding, blasting, and structural deformation caused by arc attachment, as well as high-pressure shock waves and magnetic
forces produced by the associated high currents.

The severe model current waveform used in the modem criteria documents was shown previously in Figure 4, along with the numeri-
cal values of the various components (A-D). In addition, current waveform E, shown in Figure 17, may be used to test for direct effects
which are dependent upon inductive effects. These effects might include sparking or surge arrestor damage, for example.

The swept stroke zones are defined in detail elsewhere. Briefly, however, Zone I regions are subject to direct (initial) attachment,
Zone 2 regions are swept stroke zones aft of forward Zone I regions. Zone 3 regions have low probability of arc attachment. Category A
zones have high probability of arc movement (sweeping action), whereas Category B zones have high likelihood of arc hang-on.
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CURRENT WAVEFORM E

With this background, the proposed STANAG test specification includes a waveform application table, shown below as Table 1.
The STANAG test procedure for Qualification Tests for Direct (Damage) Effects includes the following criteria:

a. This method is used for determining the direct effects resulting from the interaction of lightning currents with aerospace
vehicles and hardware.

b. This test method is applicable to aerospace vehicle structures and components which are susceptible to lightning current
attachments or transfer. This includes probes, booms, antennas, lights, and other hardware located in zones I or 2.

c. The test apparatus required includes a high current generator(s) capable of producing the specified waveforms, and high
current measurement and recording instruments.

d. The test object shiuld be a production-line hardware component or a full-scale prototype. All conducting objects within or on
nonmetallic hardware that are normally connected to the vehicle when installed in the aircraft should be electrically connected
to ground (the return side of the lightning generator). Surrounding external metallic vehicle structure should be simulated
and attached to the test object.

The test setup should be such that the simulated lightning currents are delivered to and conducted away from the test object in a
manner representative of the condition where the aircraft is struck by lightning. Care must be taken to assure that magnetic forces
and other interactions which are unrepresentative of the natural situation are minimized.
CAUTION: There may be interactions between the arc and the test conductors. Care must be taken to assure that these interactions
do not influence the test results.

e. Arc-entry tests for zones I and 2 are conducted using electrode materials which are good electrical conductors capable of
resisting the erosion produced by the test currents involved. Yellow brass, steel, tungsten, and carbon are suitable electrode
materials. The electrode is a rod with a rounded end, which is firmly affixed to the generator output terminal and spaced at
a fixed distance away from the test object.

f. The gap spacing must be sufficient to ensure that arc-jet and blast pressure effects do not influence the test results. Normally
the gap will be at least 50 mm for Component A or D and at least 10 mm for multiple component tests. A fine wire such as
No. 30 copper wire can be used as required in the gap to assist in the current discharge of low-voltage-driven current generator(s).

g. The electrode polarity of the Waveform Components A and D can be either positive or negative. The electrode polarity of
the Waveform Components B and C must be negative.

h. Conducted entry tests for tests of objects in zone 3: the test current is conducted directly into and out of the test object in a
manner representative of the actual lightning current paths in the aircraft. This test can be combined with the zone I and 2
tests described earlier.
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i. Normally, the test waveforms are applied as follows:
Zone I A: Apply Wavefobrm Components A anid B in order,
Zone I1B: Apply Waveform Components A, B, C, and D) in order. but niot ncessarily in one continuous discharge.
Zone 2A: Apply Waveformi Components 1), B, and C in order, the total current discharge time shall be limited to 50

milliseconds or to a time period previously determtined through a swept-stroke attachment test or analysis
(see Table 1, Note I I.

Zone 2B: Apply Waveform Components B. C. and D in order.
Zone 3: Apply Waveform Components A and C in order.

j. Lightning daimage may be in the form of pit marks or burn-through htoles on skin panels, weakened or distorted structural
joints, structural deformation from blast pressures, puncture or delamination of composite structures, etc. Structural tests
and/or nondestructive inspections may be required both before and after tests for damage esaluation.

k. The actual test procedure will include the following steps:
! . Set up the high-current generator, discharge circuit and diagnostic eqluipmnent.
2. Inspect the equipment and area for safe operation.
3. Insert a dummy test object beneath thle electrode, or place a conductive bar over thle actual test object such that

wave form-chieckout discharges cannot damage the test object.
4. Fire a discharge to the dummy test object to chteck the current waveforms anid establish that the specified wavef'omuis

is in fact being applied and check out tle operation of tlte diagnostic equipment.
5. Place the test object in thre discharge circuit.
6. Fire the specified number of discharges and inspect the test object after each discharge anid record the rusults.

1. Thle following data should be collected:
I- Environmental data which may affect thle test results:

2. Description and phtotographs of the test setup:

4. Test obetphotographs bohbefore and after lightning tests:
5. Test Current waveforms.

Il Iti motatt ensure that thre test instriumen tation shall ble adequate ly shielded fromn elect romagne tic fields aISSOCia ted
with the lightning test currents andi other sources. Ini cases where inldtive sparking may be a problem, a test with current
waveforts F may be advisable.

Aiexample of' a high-current damage test is shown in Figure 18,. where both phyvsical damage and indLuced voltages are being assessed.
Additional clarification and rationale for some of the recommenT"ded proced ures inay vbe help ful. I Ian sen htas d isciissed the inmportan ce

ofproper simulation of current paths aind arc root and length effects. H is arguntents are sumimarited belowA.

q~

FIGURE 18
COMBINED HIGH CURRENT DIRECT AND INDIRECT EFFECTS TEST

ON AN EXTERNAL FUEL TANK

"1111,1uIttit1 'tl 0w I iclItt~iCt ( iirreitt R'itlis - hi ft, itiuiiIl ensjr1uttmetlt. thle eiarge i, simipk traniltrrod troi one elond a~reau to
.uil'tIhc ru ii t I, Lruili. I hle or, Lit is thicietuic Ili tree Ipa-e %%Oth nlu returnl pauth liuretil limilletic hiehldl Inf iluence
the I'eh,1%-' ,I ut tc Iiehtiuiie 1il rT1rIts tll1%simwV tltruuiunl It. Ili lIu.iitur% eutitliilx. retiurnl iutl :ondtilefur, cA\a .11 iI, issoictd
1%11Ill , 11i tIt j'ueL Jid1 tlleir 1is1,1011011t muu lti tiel, ,Ill uiuthuie 1 e Ill, telt results. In tst ISt1 um ue Ills oince I Ind11
uiliusu j i r- ii, sii,d tlie a,ur 'Iil -. Ill tie see i hsT rie 1s Illinelli lure . n il i n ii 3 tests tile pi t~ikei I,% IIIe Ir-

)I I 21 lhk I"' I l I,,' Ill IuiiT:iie I' ' the, p sIlttIuli u tIle1 i[tiirI MICIVe 1 i, 101Nur.

I: .l iu I ii pr + IItm i tu lie 1, 1ll 11 -k% Itl i i 11h -u .r~ c I t till iti1d i 2 jl Ililcuieti, tW d Nhts i 111 o /cr) Inlltie w12:'
xlt- 0,. .1. I l s 11-1ci i . , , Ilii, %cu %ktI th ill irit *uidituls Illn l IJux. 0it1k 15511 W111' 1 'ill"i

c1' Il t% 1, ti s,,tr% \%:ilh \,1 r\ l/ h t u t md .i,:u I . iIuII.iil\ lul.l Ilkt \s\til ie 11121 11 t. .111 JiNseIIllt IIIstNI Ile tlL " 1
Ii. II:! it,\ Ill W u 1 1 -\ I' \ li \ uIltl itr ' t li 1 151~c. c u IL , ile I pulse. I It, ulll 1111 u litu M),11, 1 111,S ii;lS ,Itel

Jicr IJ I I, pr-luke ilium , 1tes. I Ill 1111.11 desiutt %Ill usimhe .1 suuullhuruuiise tieticeut the lumad ituctamnce reqluirtemnts.
arid thle ensroui en t simulation requiremetnts.
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Arc Length and the Arc Root- In early work on arc root bum t ' of metal panels. the results were strongl riflu,.r,.(., it.,

arc length. This was found to result from the presence of electro. , hese jets are emitted from art roots on bth r le, t r,,dc,

and consist of a jet of ions, neutral particles and clusters of neut dicles. High-speed cine film shows that these jet% ire %,-I

active for up to 50 mm from each electrode, and have a strong i ei.- n with each other. In a natural strike to an aircraft. .,nh,

the jet associated with the attachment point to the aircraft itself exi md there is no jet corresponding to that emanting Iron. the
test electrode in a laboratory simulation. It is therefore desirable to separate the electrode jet from the current channel and dire t

it away from the test object. Since the electrode jet is always emitted normally to the surface of the electrode at the arc root. the

jet may be directed from the test object by redirecting the arc root to a suitable angled facet of the electrode by means of a suitable

insulator.
Experiments with this type of electrode have given results which are sensibly independent of arc length, indicating that the elec-

trode jet effect has been virtually eliminated. Where this type of electrode is not used, much longer gap distances are required to
avoid the effects of jet interaction. Ideally, a distance of about 150 mm is required to ensure no jet interaction, but practical dif-

ficulties of arc stabilization and driving voltage forces some compromise. The proposed STANAG recommends 50 mm for current
components A and D and 10 mm for combined waveforms. This reduced length of 10 mm is in general a more severe test.

The Effects of Forward Speed - The forward speed of the aircraft causes the lightning attachment points to sweep rearward in dis-

crete steps. For arc bum through tests in the swept stroke region, it is useful to know the maximum arc dwell times. Techniques

for establishing dwell times are described by D. Clifford and P. Little in References 14 and 15. Where it is not possible to firmly
establish a maximum possible dwell-time, however, a dwell-time of 50 ms should be assumed.

Experience has shown that when a restrike occurs in a swept stroke region, a new attachment point is always formed, so tests for
zone 2A, therefore, have the current components applied in order of D (representing the restrike) followed by B and C (representing
the subsequent intermediate and continuing currents). Tests for zone IA require only current components A and B, as the attach-
inent point will have swept backwards before the event of the continuing current (Component C) or the restrike (Component L).
Zone I B is an initial attachment which cannot sweep anywhere else and will, therefore, see all current components of the strike in
the order in which they occur viz A, B, C, and D. Zone 2B, however, does not see the initial return stroke, but could see all the
remaining components in the order in which they occur, i.e., B, C, and D.

Data to be Collected - The principal data to be collected from damage tests is a description and, in some cases, an evaluation of the

damage produced, along with documentation of the actual test parameters (current waveforms, action integrals, coulombs, etc.).
Generally, damage is documented by pretest and post-test photographs, but in some cases damage is not always visible and other
inspection techniques may be required. For example, x-ray inspection may be necessary to determine the extent or type of damage
to internal wiring or connections in a light or antenna assembly. Nondestructive testing (NDT) of structural members can sometimes

reveal internal damage which is not visible to the naked eye. This is particularly true in laminated composite structures.

High-Current Indirect Effects Qualification Tests
Lightning strikes to electrical equipment mounted on the external surface of an aircraft may produce undesired currents and

surge voltages on internal wiring, either by direct contact of the lightning arc to the electrical circuit or by electromagnetic coupling
due to the intensive fields produced by the lightning strike. These undesired transients may not only threaten the operation of
avionics equipment connected directly to the external components, but may even couple electromagnetically into other unrelated
circuits and equipment within the airframe.

The objective of this test is to determine the magnitude of voltages and currents produced on aircraft wiring when lightning at-
taches to externally-mounted electrical hardware. The object to be tested (a production-line hardware component or an accurate
prototype) is mounted on a shielded test chamber, so that access to its electrical connectors can be obtained in an area relatively
free from extraneous electromagnetic fields produced by the discharge of the high-current lightning simulator. The test object is

mounted on the test chamber exactly as it is mounted on the aircraft, since normal bonding impedances can contribute to the voltages
induced in the electrical circuit. Inside the shielded enclosure, connectors and wiring representative of the flight installation may be
used to connect the test object to either the actual equipment or to a simulated load impedance. Usually a dummy load is used
since the test is designed primarily to measure the levels of voltage and current appearing on the wires. The measuring instruments
may also be located in the same shielded enclosure or in a separate shielded room connected by a suitably shielded instrument cable.

A laboratory generator capable of producing the prescribed lightning waveform is used to inject simulated lightning currents into
the test object at the various points where lightning can attach. The test object is grounded via the shielded enclosure so that cur-
rent flows through the test object in a manner representative of the aircraft installation. The conducted and induced voltages pro-

duced in the related electrical circuit are measured at the terminals of the circuits with suitable measuring equipment. The technique
is described in greater detail by Clifford in Reference 16.

It can be seen from Table I and from the zone definitions that electrical hardware located in either zone I or zone 2 will receive

either current Component A or Component D, or both. Each of these current pulses in nature may exhibit very fast rates-of-rise.
although the rate-of-rise is not specified in the waveform parameters for these components. Rate-of-change of current is an impor-
tant parameter, since magnetic coupling effects (ea do/dt) are directly influenced.

Since the model waveform does not specify rates-of-rise of current, a specialized current waveform designated as Current Waveform
F, Figure 15. has been defined for use in tests for induced coupling efects. Current Waveform E is not intended to resemble a
particular lightning strike component in terms of energy content, and is not used, therefore, in damage effects testing. It is intended

to simulate the early-time initial wavefront of the return stroke current pulse (either initial strike or restrike), where di/dt's (rate-of-
change of current) can reach 100 kA/Msec or higher.

As discussed earlier, undesired voltages and current surges can be produced in aircraft wiring by either arc attachment to the
wiring or by induced coupling. Therefore, a complete evaluation of zone 1 or zone 2 externally-mounted electrical hardware should

include tests with the proper waveform components from Table 1, plus a fast rate-of-rise test with Current Waveform F. If the
Component A or D waveform actually used in the direct effects test has a fast rate-of-rise conforming to the requirem, nts for Wave-

form E, the separate fast rate-of-rise test is not required. However, Current Waveform E is often used separately for induced coupling
measurements because it is a low-energy waveform and can be applied repeatedly with no damage to the test article.

When the direct effects test is conducted, measurements should he made of voltages appearing on internal wiring. Even if the wave-

form used does not have the fast rate-of-rise required to meet the induced coupling requirement, voltage may be produced by other
mechanisms. The arc may attach directly to the wiring, as discussed earlier, or the high-peak current may produce resistive voltage drop%
which can appear across the wiring. When a direct effects test is conducted the high-current electrode is placed a small distance from the
desired arc attachment point on the test object. leaving an air gap of a few centimeters. If a separate Waveform E test is conducted, the
output of the generator may be clamped directly to a point on the test object, especially when it is desirable to minimize damage to the
test article.

AJ
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The points of attachment aie determine4 from separate high-voltage, long-spark attachment tests to the full-scale components.
Numerous current flow patterns may be indicated by these tests, possibly leading to a requirement for several induced coupling tests to
determine the worst case attachment point. The point or points thus determined can then be used in the direct effects test.

Although not required by specification, it is desirable to conduct the induced coupling test at a number of different peak current
levels (maintaining the same waveshape) leading up to, or beyond, the 50 kA level. The measured voltages at each driving current level
can then be plotted to verify that a linear relationship exists. This linearity is important, because it is necessary to extrapolate the
measured transients to correspond to a full threat level waveform. Indirect effects measured as a result of Waveform E must be extra-
polated as follows:

a. Induced voltages dependent on resistive or diffusion flux should be extrapolated linearly to a peak current of 200 kA.
b. Induced voltages dependent upon aperture coupling should be extrapolated linearly to a peak rate-of-rise of 100 kA/p sec.
Further interpretation of the'measured transients and the rationale for extrapolation are given by Burrows in Reference 17, and are

summarized below.
Resistive/Diffusion Flux Induced Voltages - When the construction of the test object is such that the simulated lightning current pro-

duced voltages arising from resistive volt drops in the test object or its mounting system, then the voltage so generated will be related to
the current amplitude and waveshape. Extrapolation should therefore be up to 200 kA. That is, voltages and currents measured with a
test pulse of say 50 kA peak should be scaled up four times to give the equivalent 200 kA value.

The important characteristics of these voltages are:
a. There is no instantaneous jump in voltage at t = 0+; the waveform starts at zero and may then (1) commence to rise at finite slope

similar to the current waveshape (especially in very resistive materials like carbon fiber or thin wires) or (2) show a dead time (i.e.,
zero slope) for a short period before rising (as would be observed in high conductivity materials like aluminum).

b. Peak voltage does not occur at t = 0+, but will normally occur at or near peak current, often somewhat early when measured with-
in carbon fiber/metal structures; and in high conductivity materials may occur late, owing to the time delay introduced by the
diffusion process.

Fast Flux ("Aperture") Coupling - When the magnetic flux surrounding conductors carrying the simulated lightning pulse couples with
loops (e.g., in unshielded pitot heater wires, etc.), then the induced voltages will be proportional to do/dt in that loop. The flux external
to a conductor, and flux within apertures having insulating covers is instantaneously proportional to the current, and hence do/dt - di/dt.
Therefore, the voltage waveform will normally bear a strong resemblence to the first derivative, di/dt, of the current waveform, and
therefore extrapolation will be up to 100 kA/pus. That is, an induced voltage of di/dt type caused by a current pulse whose peak di/dt is
say 40 kA/ps should be multiplied by 2.5 to give the 100 kA/ps value.

The important characteristics of these waveforms are:
a. A fast step in the waveform amplitude occurs at t = 0+, at the commencement of the current pulse. The waveform is often accom-

panied by 5 to 50 MHz components, and the first zero crossing will be at peak current where di/dt = 0.
b. The peak voltage attained will normally occur at the initial transient at t = 0+. (If peak voltage occurs at or near peak current, the

mechanism cannot be aperture coupling.)
Choice of Simulated Load Impedances for Indirect Effects Tests - The simulated load impedances shodld be chosen to make the effec-

tive load presented to the test object wiring as representative as possible over a broad frequency lange. Where possible, actual circuit
components should be used, or replicas thereof, so that low, medium and high frequency impedance is duplicated. It is not sufficient to
load a 5092 antenna cable with 5012. The radio receiver/transmitter unit will normally only match the cable with a 50-s2 over a small
frequency range. During a lightning test, the circuit might act like a very low impedance to low frequencies if the receiver includes a
shunt choke to ground, or be very high impedance if there is.only a small series capacitor. Therefore. some knowledge of the real cir-
cuitry into which the feeder operates is required so that meaningful measurements might be made.

This point can be illustrated by the combined direct and indirect effects test on an aircraft anti-collision light as shown in Figure 8. The
transient vcltages induced in the internal wiring were first measured for a series of applied 2 x 50 psec current waveforms with increas-
ing magnitudes. The induced signals are shown in Figure 19. The light is mounted near the upper tip of the vertical stabilizer and employs
solid-state circuitry.

Power Off Power On Simulated

9. 4

C

-

FIGURE 19
TYPICAL 'POWER OFF' AND 'POWER ON' VOLTAGES INDUCED

IN TAIL ANTICOLLISION LIGHT CIRCUIT
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Tests were performed at four low-level driving current levels to confirm linearity under these conditions:
(I) Power off - simulating unpowered aircraft on ground or combat flying cunditions.
(2) Power on - the light was operating in a flashing mode.
(3) Simulated power on - power in a flashing mode was simulated to simplify induced voltage measurement. It was determined that

the induced voltage waveshape was almost indentical to that in (2) above, although the absolute magnitude was slightly different.
The peak induced voltages are plotted in Figure 20; it is seen that these voltages must be extrapolated or "scaled" to a 200 kA peak
driving current, or 100 kA!psec rate-of-rise. This test shows that if the light were struck by lightning with a 200-kA peak and a time-to-
oeak of two lpsec, a peak induced voltage of 368 volts could be expected for a power-on condition; 606 volts would be produced in a
power-off condition, because of different circuit loading characteristics. It is noted that the induced voltage in the power-on condition
is lower than that obtained for the simulated power-on condition. This is believed to be due to the impedance loading effects of the
flasher unit and the 400 hertz power supply, which are slightly different when the units are operating normally and when the operation
is simulated. Because of observed differences such as this, it is recommended that induced voltage testing be conducted when the subject
equipment is operating normally.

24
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FIGURE 20
ACTUAL INDUCED VOLTAGES INTO TAIL

ANTICOLLISION LIGHT CIRCUITRY

Tests for Full-Scale Vehicle Indirect Effects (Engineering Tests)
The characteristics of electrical transients induced in aircraft wiring and avionics systems are affected by the system response of the

entire aircraft to the lightning stimulus. Although induced-coupling tests may be conducted on electrical hardware and associated wiring
at the component level, the final determination of voltage and current levels induced internally must take into consideration the com-
plex response of the total structure and the subsequent coupling of magnetic and electric fields generated by currents on the external
surfaces to internal regions of the aircraft. The lightning current waveform will be modified by the resonant responses of the structure.

The complexities of full-scale vehicle testing are extensive and are probably not fully appreciated, even by those working in this area.
However, die rapid advent of new avionics and equipments which utilize sensitive elements leads to a real need to evaluate and verify
the performance of the critical equipment as it is integrated into the total system of the vehicle. Therefore, whatever testing can reason-
ably be conducted now must proceed.

The electrical impedance of a full-scale aircraft precludes the use of even the 50 kA current pulse used for component indirect
effects tests. Consequently, lower level current pulses must be used to evaluate the nature of transients produced by the lightning return
stroke. The transients produced on internal wiring by current flow through the structure must be measured and then extrapolated to
threat level conditions. For flux coupled voltages which are proportional to di/dt, the transients should be extrapolated to 100 kA/psec.
Resistive voltage must be extrapolated to 200 kA.

Based upon linearity arguments, Walko, et al. 18 developed a test based upon the use of a very low-level 2 x 50 psec double exponen-
tial current pulse with a peak magnitude as low as 200 amps. This current pulse theoretically contains all of the frequency components
of a 200,000-amp 2 x 50 psec waveform, therefore allowing induced transients to be scaled directly. The pulse is passed through the air-
craft structure (from nose to tail, for example) and the resulting transients produced on critical wire runs inside the aircraft are moni-
tored by connecting the leads of a shielded instrument cable across the circuit to be monitored. The peak values of the measured
transients are then extrapolated upward to the threat current level. In the case of a 200-amp 2 x 50 Psec test pulse, the peak levels are
always multiplied by 1,000 to determine the anticipated transients for a 200,000-amp strike. Since the waveshape is the same as the
threat waveform, the di/dt and peak current have the same scaling factor.

Recognizing some of the problems which could be associated with interpreting such a low-level test, the U.S. Air Force Flight
Dynamics Laboratory has extended the test to higher current levels and has incorporated improved diagnostic and instrumentation
equipment and techniques. 19 These improvements include fiber optic data links, computerized data analytis and techniques for extract-
ing the signal from the desired circuit without introducing more pickup on the wires. The Air Force has reported tests with current
levels upwards of 30 kA with rise times of a few microseconds through a small fighter aircraft. 20 The technique is referred to as the
Lightning Transient Analyzer (LTA) test.

Prior to the introduction of the LTA tests, a few full vehicle tests had been conducted using damped oscillatory discharges rather than
a double exponential pulse. These tests were sometimes conducted with both a fast and a slow discharge whose parameters were defined
by the limitations of the test generators. The fast waveform, in the 100-300 kHz range, was used to evaluate direct flux coupled tran-
sients which are dependent on difdt. The slow waveform, in the range of a few kilohertz, was used to evaluate resistivity coupled tran-
sients and the effects of fields which diffuse through the skins.
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Both the double exponential and the damped oscillatory waveforms are allowed by the modem criteria documents, and each has
certain advantages. The primary advantages of the 2 x 50 waveform is that it is the same approximate shape as the natural lightning
discharge and, therefore, presumably contains the same energy distribution in the frequency domain. The pulse is produced by
discharging a capacitor bank through a resistive element,.resulting in an overdamped waveform. This peak current is thereby reduced
from the underdamped case, but faster times to a peak can be acihieved. The underdamped (oscillatory) waveforms are simpler to
produce and have the advantage that the induced transients are readily identified by the oscillatory signature. The slow wave carries
considerable energy and at high peak levels are more likely to produce damage, either in the structure or in the avionics.

Each test is carried out by passing the test current through the complete vehicle while measuring the induced voltages and/or
currents. If possible, the aircraft equipment should be oepratng on internal (battery) power so the proper impedances are present and
so that operation of the systems may be observed. The addition of external power carts and other connections may alter the response
of the systems. Indeed, even the connection of the test generator will modify the system response and therein lies one of the major
difficulties with this test. The Culham Laboratory in the U.K. has developed a modified hookup which seeks to eliminate facility effects
by the selection and placement of current returns and terminating impedance. 2 1 These types of tests seem to indicate the most trouble-
some circuits and systems in aircraft on a qualitative oasis, and that information is very valuable.

The test current should be applied between several representative pairs of attachment points such as nose-to-tail, wing tip-to-wing tip,
etc. Attachment points are normally selected so as to pass current through the parts of the vehicle where circuits of interest are located.
The current leads to and from the aircraft should be routed so as to minimize the biasing of current flow patterns on the vehicle. A
coaxial arrangement is the most desirable. The LTA current return technique now used by the Air Force is adapted from the British
work at Culham which is shown in Figures 21 and 22. The technique uses wide aluminum sheets configured around the vehicle. This
approach also reduces the inductance of the test setup and allows higher peak currents to be achieved.

The instrumentation techniques are very critical for this test because of the size of the test, the high frequencies involved and the low
levels of signals to be measured. The instrumentation practices described earlier should be employed. Noise-free operation of the instru-
mentation must be verified before testing. The sketches in Figure 23 illustrate how the aircraft grounding and generator hookup may
be accomplished.

When testing operational aircraft, some care must be exercised in regard to the fuel system and any ordnance or pyrotechnic devices
employed on the aircraft. Fuel tanks should be inerted by topping off and purging with nitrogen gas. Alternatively, the fuel tanks can be
drained and then purged, but a lengthly purge time is then required with monitoring of the exhaust ,apors to ensure a suitably low fuel
vapor content. Pyrotechnic actuators should be removed or otherwise made safe. After the test, an operational check of all systems
should be conducted to ensure safety and proper operation of all systems during subsequent flight.
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FIGURE 21
CULHAM QUASI-COAXIAL (COC) FULL-VEHICLE INDIRECT EFFECTS TEST-FROM REF (21)
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FIGURE 22
CULHAM QUASI-COAXIAL EXPERIMENTAL ARRANGEMENT VIEWED FROM FRONT

END OF FUSELAGE WHERE RETURN CONDUCTORS ARE JOINED TO THE NOSE
(Photo Courtesy of Cuihamn Laboratory, UKAEA)
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FIGURE 23
TYPICAL SETUPS FOR COMPLETE VEHICLE TESTS
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NEW TESTING DEVELOPMENTS

New test tehniques which are now being developed are aimed almost entirely at the questions surrounding full scale vehicle test-
ing for induced transient effects on avionics systems. In addition to the upgrading of the LTA technique by the U.S. Air Force. other
approaches are also being proposed to address this problem. Three such techniques will he discussed briefly. They are the swept-
frequency 'W test. the high voltage shock excitation test, and the LEMP test.

Swept-Frequency CW Test
This test is a low-level method which is proposed by workers at the Boeing Company as a supplement to pulsed methods.

2 2 The
technique was derived from the nuclear electromagnetic pulse (NEMP) testing and analysis of military systems. The technique employs
a wide range R.F. oscillator and amplifier to produce a continuous sine wave whose frequency can be changed contiluously from
near DC to 10 MHI/ The amplitude of the current flow is typically a few amps. The swept CW current is passed through the aircraft
structure and the responses of selected circuits are measured, as with the pulsed test. However, the output of the swept CW test is the
transfer function of the system and circuit under test. The transfer function is in the frequency domain and thus indicates the response
of the circuit as a function of frequency. A typical transfer function is shown in Figure 24 as reported in Reference 22, when the
technique was applied to the wing of a 747 aircraft.
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FIGURE 24
TRANSFER FUNCTION FOR COMMON MODE VOLTAGE ON 3OKfl SIGNAL LOAD

USING THE SWEPT CW TEST - FROM REF (22)

In order to utili/c the measured transfer function, a considerable amount of analysis must be performed requiring a circuit analysis
computer code capable of computing transients on large circuits. The analytical model is compared with the test data and then refined
according to the flow diagram shown in Figure 25. Once the model successfully predicts the test results, the lightning threat waveform
is folded into the model and the threat level response of the circuit is calculated. The test is therefore a tool used to refine and vent')
the accuracy of the analytical model. The output of the test does not yield information which directly predicts the performance of the
system without the accompanying computer model which must be developed for the particular aircraft under test, anti then it gives no
information about nonlinearities in the physical response of the system at high current levels.

The advantages of the swept-frequency test are that it is simple and does not require specialized high voltage equipment, it clearl
identifies the system/circuit resonances if properly setup, and the setup can be modified anti the effects of the test setup can be iden-
tified re'lative to the computer model parameters. The concurrent development of an analytical model should yield additional insight
into the test setup and measured data.
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High Voltage Shock Excitation Test
Questions surrounding some of the early LTA results led workers at the McDonnell Aircraft Company to study the induced coupling

phenomena more closely by utilizing a long cylinder with an internal wire pair; a simple system which could be modeled analytically. 2 3

Experiments conducted on the cylinder disclosed that the coupling phenomena were very complex, involving a number of test setup
effects, and at least three different excitation mechanisms. The cylinder was long enough (10 meters) to allow system resonances to be
excited which were measurable with the fiber optic instrumentation being utilized.

The results of the cylinder test indicated that fast oscillatory transients observed during tests of actual aircraft are system resonances
which can be excited by either a) pulsing the structure with a fast voltage step waveform, or b) passing a fast rise time current pulse
through the system, or c) irradiating the structure with a fast changing E-field waveform.

In order to isolate these different driving functions, the McDonnell team has developed a test technique utilizing high voltage arcs2 4

whose impedances can be adjusted to decouple the aircraft from the external test setup. The transients produced by each driving func-
tion are separated in time because of the finite time required for the long arcs to be established. By adjusting the circuit impedances, the
transients produced by the rapid voltage changes can be separated from those produced by the current waveform. The extrapolation of
transients produced by the current waveform can thereby be firmly related to the current waveform.

The interpretation of transients produced by the voltage function is more difficult and is still under study. The radiated E-field tran-
sients can be related to measured E-field changes associated with nearby lightning filasJies. In most cases measured, however, those tran-
sients are small compared to the transients produ ed by the direct attachment voltages and currents.

The shock excitation technique highlights various phases of the lightning discharge process. Figure 26 illustrates the sequence of
events associated with a long spark discharge to an isolated conductive vehicle correlated with the E-field in the vicinity of the cylinder.
Figure 27 shows the differential responses of an internal wire pair to the various changes in the measured E-field. Of particular interest
is the observation that the isolated test article becomes charged to the potential of the arc channel at time T2. At T3 , when the leader
(or streamers) contact the ground. the charge on the structure quickly discharges to ground, generating a new transient excitation source
which is not present in the hardwired case. This excitation source was isolated and measured for the case of the cylinder. It was seen to
have a 50 nanosecond rise time and an amplitude of several thousand amps. This fast discharge source was seen to be a major contributor
to transients excited on the internal wire pair, but it is difficult to predict the effects of the analogous situation in the natural lightning
case. An understanding of all of the phases of the lightning discharge and the response of airframe and avionics system is the focus of
continuing research.
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Lighting Electromagnetic Pulse (LEMP) Testing
As discussed in the previous section, transients can be produced on internal wires as a result of nearby lightning strikes. Or, more

generally, aircraft resonances can be excited by rapid changes in the ambient E-field. This situation is similar to the nuclear EMP
condition except that the frequencies associated with the field change are much higher in the EMP case. Extensive facilities have been
developed for testing military systems for NEMP. Although the facilities have not been used for LEMP testing, the technique is well
proven and could be adapted for lightning work if necessary.

The question of necessity should be addressed, however. If the aircraft has been protected and tested properly against a direct
strike, the need for an LEMP test is questionable. The direct strike case should include the extreme field condition and if a long spark
test is conducted on the aircraft, the EMP effects will be covered.

If. however, an existing aircraft which has not undeigutie high voltage teqing is to be operated in a thunderstorm environment, it
may be exposed to numerous nearby strikes although it may not be struck directly. In such a case, it may be desirable to conduct an
LEMP test, if such a facility were available. The degree to which existing NEMP facilities would have to be modified to generate
lightning type fields is not clear at this time.

By way of note, some workers have reported LEMP tests of isolated instrument packages with interconnecting cables in a small
chamber. It is not clear that such a test would represent an accurate simulation of the field environment inside an aircraft. However.
the test may establish LEMP susceptibility limits of electronic systems for reference to anticipated field threats.

SUMMARY

This lecture has set forth the techniques used to test aircraft avionic and electrical systems for lightning. The discussion has
focused particularly on avionics system testing and has therefore not included techniques unique to other subsystems tests such as
fuel vapor ignition or swept stroke attachment or damage tests. Simulation facilities and equipment were briefly described with
emphasis on instrumentation practices. The techniques for conducting engineering and qualification tests as defined by the modern
criteria documents were described, including model attach point testing, high voltage attachment tests on full size hardware, high
current damage effects on full size hardware, indirect effects tests of components, and indirect effects on full scale aircraft. The paper
concluded with a discussion of new developments in full scale vehicle test techniques.

In conclusion, the tests calsified as qualification tests are condisered to be well understood and well enough rationalized to be
standardized as non-controversial tests. The engineering tests and the new techniques now being developed are subject to more inter-
pretation and debate. It is clear that there is much about the nature of lightning and about the interaction of lightning with aircraft
which is not well understood. This is practicularly true where the voltage and field changes are concerned and where complex system
interactions are involved. lightning testing is moving from a routine engineering operation to a more sophisticated research and develop-
ment activity which must be more closely coordinated with the academic studies of the natural phenomenon.
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THE COUPLING OF LIGHTNING FIELDS

INTO AIRCRAFT AND CABLES

P.F. Little
Culham Laboratory

Abingdon, Oxfordshire
England

SUMMARY

The current distribution in the skin of an aircraft struck by lightning is described and
the effects of airframe resonances are noted. Nearby strikes produce initially an
electromagnetic pulse which is scattered by the aircraft, creating circulating currents
in the skin: this process is considered. The magnetic fields at the surface diffuse
into the skin, ar.d significant currents flow on the interior after a time lag dependent
on the skin resistivity. In addition, the surface fields couple directly into the
interior through breaks in the conducting skin or through insulating panels. Methods
of calculating the magnetic and electric fields in the interior of the aircraft are
discussed, and the effects on electrical and electronic systems described. The screen-
ing of internal cabling is reviewed.

1. INTRODUCTION

The effects of lightning arise either through a direct strike or a nearby strike which
does not attach to the aircraft. In the first case, the total current flow is determ-
ined. In the second, an electromagnetic pulse (EMP) of radiation is scattered by a
complex conductor, so that E-fields and B-fields are initially given and currents must
be derived.

In a direct strike to an aluminium-alloy skin of normal thickness the initial fast
pulse of current flows only on the outer surface of the skin, because a significant
time is requi.ed for the current to diffuse into the skin. The penetration time is
much less for materials of poorer conductivity such as carbon-fibre composites, titanium
or stainless steel. Larger peak currents appear on the inner surface of such skins
causing larger resistive voltages there. Apertures or breaks in a highly conducting
skin allow the magnetic field of the surface current itself to enter the interior of the
aircraft, so that around cockpits, radomes, bay doors, etc., fast-changing magnetic
fields can induce volrAges in the electrical circuits present. Considerable insight
into the processes occurrinag can be obtained in a two-dimensional analysis, assuming
that the conductor cross-sections are constant along its length. This is an approximate
representation of many fuselage and wing sections which will be considered here.

By ignoring the length of the conductor all resonance phenomena dependent on the length
are ignored. Streamers appearing before attachment, leader pulses, parts of the return
stroke, and intracloud discharges can create current pulses with high-frequency compon-
ents capable of exciting resonances in aircraft wings and fuselage (f > 2MHz approxim-
ately). The longitudinal current distribution must be superimposed on the distribution
around the periphery to obtain a full description of the surface currents. The ampli-
tude of the resonance currents will he Affeot-d by the impcdancc of the attached dic
channel in a direct strike, but both direct and indirect discharges can be analysed by
numerical methods developed for the problem of the nuclear EMP scattering. The
approaches to this problem will be reviewed, and some examples given of applications
to lightning problems in actual aircraft.

Whatever the mode of excitation of the structure as a whole, the penetration of electric
and magnetic fields of a given frequency into a given aperture is independent of the
remote field pattern. The surface currents and charges in the immediate vicinity,
estimated from the solution to the general problem, can be used to obtain accurate
solutions to two-dimensional problems or for small apertures. Simple cavities can be
treated in detail over a wide frequency range, but practical examples generally are
complex. Approximate methods of treating the coupling problems are considered.

Once the fields in the interior are defined, the effect on cables and wiring can be
calculated. Methods of reducing the disturbances produced in the circuits are reviewed,
and the importance placing the cable runs to best advantage is emphasised.

If dielectric coverings are punctured, it is possible for lightning to attach directly
to aerials or radar equipment, so injecting current immediately'into the electronic
system. Damage to a pitot may also permit direct injection of current into the
electrical system. Even without structural damage, cables leading to the exterior of
the aircraft enter a region of rapidly-changing magnetic field, and voltages may be
induced in the circuits connected to them. All cable entry points present special
hazards.

Anovrrall view of the way in which interference due to lightning couples into aircraft
circuits is given in Tabl 1, adapted from Corbin (1971).
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TABLE I

EXT[RNAL EXTERNAL COUPLING CABLES INTERNAL
EXCITATION RESPONSE TO AND - EQUIPMENT

I,E,H isas INTERIOR WIRING

Lightning Skin Apertures Induced Electronic
Current Current Windows Voltages: Systems:
Induced Density Hatches Common Mode Communications
EM Fields Skin Door Seals Differential Navigation

Charge Exterior Flight Control

Density Cabling: Mission Equip-
Wing Span ment

Empennage
Radomes
Wheel Wells

Skin Coupling:
Diffusion
Joint
Resistance

We are concerned here with the central three boxes of this table. The lightning
sources, and the response of the equipment, are dealt with in other lectures.

Appropriate test procedures are discussed also in another lecture, but some of the

requirements which testing procedures must satisfy are briefly surveyed here.

2. DISTRIBUTION OF CURRENTS IN CYLINDRICAL STRUCTURES

Although all aircraft fuselages and wings vary in cross-section along their length,
the variation in a distance equal to the diameter is often small. To regard any
section as a cylinder - uniform cross-section is then a good approximation, provided
that resonances along thetotal length are not important. This is frequently true for
lightning interactions with aircraft. We may obtain some insight'into the behaviour
of the aircraft from an analysis of a hollow cylindrical structure of appropriate
cross-section. First we assume that the skin of the aircraft is continuous, and then
treat the effect of apertures (slots) assuming that cavity resonances may be ignored.

2.1 Cylindrical Structures with Continuous Skins

Consider a hollow circular cylinder of metal, having a wall thickness h and diameter
D. If this cylinder carries a step function current of amplitude Io Evans (1975)
has shown that the field E at some point distant x from the inner surface within the
tube wall is given by

E(t) = I- + 2 n 2  snrx\l(E Dh n=l cos (i)

where p is the metal resistivity and

TM y h 1.27 x 1O7 h2/p (2)Ir2p i

assuming that the relative permeability of the metal is unity. The form of E(t) and the
surface current on the inner surface (x:O) is given by the term in square brackets
in (1) if the cosine term is omitted. Figure 1 shows the result (Burrows 1975). A
delay occurs before the value of E(t) rises in a time dependent on TM.

I'0
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For typical aluminium alloy 2mm thick TM = 1Ojs. The E-field and the corresponding
currents on the inner surface of an aluminium tube rise and fall much more slowly than
the current pulse generating them. The peak amplitude appears at t = 6 TM or about 60us
in our example.

A current pulse of width less than TM would obviously be much attenuated by such a
tube, which would act as an excellent screen. For any waveform I(t) the diffusion
response f(t, I(t), TM) is given by

t

0

where E(t) is the response to a step function defined by (1). From (3) the response to
any waveform may be computed. Lightning current waveforms with rise times Tr of 5ps
at most (first return stroke) are heavily attenuated because Tr < TM.

Any other cross-section than circular is best analysed numerically to determine the
current distribution around it. A finite-difference code that solves Laplace's
equation with arbitrary boundary shapes can be applied (Thomas 1974) for example
to an idealised wing geometry (Burrows 1975). Figure 2a shows the magnetic flux
surfaces around such a 'wing' at t << TM when no skin penetration.has occurred. The
lines drawn are also the field lines, and the distance between the nearest line and
the surface is inversely proportioned to the magnetic field strength, which in turn
determines the surface current density Js. Obviously the greatest value of Js occurs
at the sharp edge.

At times t >> TM with a slowly falling current pulse the current will penetrate
completely into the skin. It will then redistribute itself around the wing profile so
that the current density is uniform, as in the steady state dc case. To do this, flux
must penetrate into the surface of the wing, as shown in Fiure 2b, and this makes the
redistribution time very long in large structures of aluminium alloy.

(a) High frequency (or transient) distribution j =1 (b) D.C. or uniform current distribution
Jy

Figure 2 Magnetic flux contours (field lines) around an idealised wing.

It a wire parallel to the wing is positioned within it at points such as A, B, C, D and
attached to one end-cap of the wing, the signal on the wire for times much less than
the redistribution time is a measure of the E-field along the interior surface.
Similar measurements can be made on a circular tube with the same known current pulse
shape and in each case the response has the same form initially (Burrows 1975). The
amplitude seen with the circular tube agrees with the calculated value using equation (3),
and the Variation in amplitude seen inside the wing is in accordance with the variation
in the skin current around the wing at early times. After about 200us significant flux
penetration appears, and after about lOms approximately dc conditions are established
in an aluminium wing 0.8m wide and O.08m in thickness, with a 2mm skin.

A calculation of the penetration time T of a uniform magnetic field perpendicular to the
axis of a circular tube (Khalafallah 1974) provides an estimate for the redistribution
time of currents in non-circular conductors. If h < D we have

vi Dh()

For a thin-walled tube of any cross-section having a total cross-sectional area A and a
perimeter P it would be consistent to use

V.Ah (5)

For the wing configuration used we find T = 3.4ms, compatible with the redistribution
time observed.
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The transient distribution of Figure 2a may be thought of as inductively-determined
and the dc distribution of Figure 2b as resistively-determined. An alternative
way of deriving the transient distributions is to represent the body by a series of
long straight filaments of circular cross-section. Then we may calculate the self-
inductance of each filament, and the mutual-inductance between each pair. Since the
voltage across each is the sane, a matrix equation can be set up and solved to give
the current distribution. Results virtually identical with those obtained by the
finite-difference scheme can be obtained by this finite-element approach (Burrows 1979).
Using a filamentary representation removes the need to specify outer boundaries.

The arguments above apply to titanium, stainless steel or carbon-fibre reinforced
plastics (CFRP). These have similar, re'atively low, conductivities: for CFRP
p =4 x l0-O--m compared to 4 x 10-8n-m for typical aluminium alloys. A 2mm skin of
CFRP has a penetration time constant TM = 13ns approximately, so that typical return
stroke current pulses penetrate quickly. The redistribution time constant t would be
3.4Us for the idealised wing structure of Figure 2(a) in CFRP, so that a resistively
dominated current distribution would appear with a first return stroke (rise time 5ps).
The potential along the inner surface would then follow the current pulse waveform, as
in a resistor. In practical structures thicker strengthening spars of CFRP, or metal
spars, are normally included, and current will redistribute into these areas in times
of order lps.

If a tube is made of metal that is a good electrical conductor with a strip of CFRP
forming part of the wall, it can be shown that the flux *D diffusing through the CFRP
creates induced voltages dOD/dt of the same form as the resistive voltage along the
CFRP strip. These voltages appear in loops within the structure. They are greatest
for loops near to the CFRP, and least for those near to the metal wall. They may be
as large as the resistive drop along the inner surface of the CFRP strip. The same
general conclusions hold also for induced voltages beneath a CFRP panel mounted on the
metal skin of an aircraft. The finite length of the panel and the complex form of the
cavity beneath it affect only the spatial dependence of the amplitude.(Burrows 1980).

All this discussion has related to a direct treatment in the time domain. It is
possible to use Fourier analysis and work in the frequency domain. The electric field
E(w) on the inside of the skin is related to the current density Js(w) on the outer
surface by the transfer impedance ZT(w):

E(W) = (6)
- ZT(W) sinh (yh)

where n is the intrinsic impedance of the wall material (n = jwuop) and y is the
propagation constant (y = 0). For small values of w Ce-< p/ih 2 ) ZT p/h is
purely real (resistive). This condition is met at lightning frequencies Ty CFRP skins
of normal thickness: it is equivalent to requiring wTM < 1/72. Hence for such skins
E on the inner surface is predicted to be in phase with J,, as seen in the experiments
above. The same would be true for thin titanium or stainless Eteel skins. For
aluminium alloy skin ZT is complex and time-lags are predicted between E and Js, as
observed. Js will vary around non-circular cylinders as discussed above.

2.2 Apertures in Current-Carrying Cylindrical Structures

Apertures, which take the form of slots in cylindrical geometry, allow the main external
flux to couple into the interior of the hollow conductor. The fast changes in flux
induce voltages proportional to dI/dt in loops within the cylinder, rather than voltages
dependent on the resistive potential gradient in the wall or on flux which has diffused
through the wall, as discussed in Section 2.1 for cylinders without any slots. It is
assumed that the flux changes are not fast enough to excite any cavity resonances.
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The flux surfaces around a cylinder with a slot in it are shown in Figure 3. The
surfaces-are labelled according to the percentage of the total flux around the
cylinder that appears between the cylinder and the surface. The flux outside the
surface gives the ratio of the mutual inductance M for a wire at a point to the
self-inductance L of the cylinder. For aircraft circuits the flux between a wire
and the cylinder is important: this is given by the transfer inductance for fast-
flux coupling

MTF = L - M (7)

For times small compared to TM the flux does not penetrate the metal at the edges of
the slot, but the effective width of the slot increases on the time-scale of the
redistribution time T. The value of L appropriate to high frequencies is needed in
(7 ). Obviously a loop near the bottom will experience voltages about two orders
of magnitude less than a similar loop near the edges of the slot. These voltages
can be very large: wires in the vicinity of the slot could experience fields of
5kV/m along their length if dI/dt = 100 kA/ps.

Similar plots have been made for models of a gap at the trailing edge of a wing, with
and without a central conductor, and for slots at the mid-chord of a wing (Figure 4,
Burrows 1975). Correction factors to allow the calculation of voltages in slots of
finite length are also given in that paper, so that voltages due to gaps down to
2mm length can be predicted. These factors are experimentally determined. The
effects of cover plates are discussed.

SAreo of flux Contour p(ot region -
contour plot

• 10%/

05, 1 22 5 107/

-- ho 4t5 1/oour0/
( I I plt reon

K0 Lhf =022pH/m

Figure '4

Flux contour plots
for Culham wing.
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(a) Trailing edge slot

(b) As (a) with central
conductor

(c) Mid-chord slot.

3. SKIN CURRENTS IN COMPLEX STRUCTURES

3.1 Currents Induced by Incident EM Radiation

Early analytical work on the scattering of electromagnetic waves was carried through by
frequency domain solutions. Scattering by perfectly conducting spheres and other
simple geometric forms (see for example Born and Wolf 1959) was treated as a boundary
value problem. With the advent of high speed digital computers integral-equation
techniques allowed solutions in the frequency domain to be obtained for scattering
from many bodies of arbitrary shape. Later time-domain solutions were developed.
Either integral forms of Maxwell's equations or the equivalent differential equations
can be solved directly in the time domain by numerical methods. Two types of integral
equation have been derived for perfectly conducting scatterers, depending on which
boundary condition is applied (either to the E-field or to the H-field at the scattering
body). Bennett and Ross (1978) review this work and give many references.
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The choice of approach depends on the problem and on available computing resources. The
solution of Maxwell's equations in their differential form by finite-difference methods
is a boundary-value problem, and resonances within the scattering body (defining one
boundary) must be carefully treated. The integral equation using the E-field boundary
condition is found to be well-suited to handling thin wires and open thin surfaces
(plates). The integral equation using the H-field boundary condition finds difficulty
in handling wires but is well-suited for problems involving closed conducting bodies.
For complex shapes like aircraft, a combination of the integral equations can be
applied to deal with wire aerials or struts protruding from a closed structure.

All these types of solution have been used to compute NEMP scattering by aircraft.
Further details may be found in the Special Issue (1978) of the IEEE Transactions on
Antennae and Propagation, and in the US Air Force Weapons Laboratory Interaction Notes
on EMP. The IEEE International Symposia on EMC should also be consulted.

One simple point can be deduced from the formulation of the magnetic integral equation.
The skin current density J induced at a point on the surface includes a term 2n x HI ,
where n is the outward normal at the scattering surface and Hl, is the field oT the
incident wave. The greatest value of the term is clearly 2H1 . This is the source term,
directly due to the incident wave, and it is supplemented by the effects of surface
currents elsewhere on the scattering body. These however will tend to cancel out
except near resonances, and thus at low frequencies the maximum skin current Jmax
is

Jmax 2 H1  (A/m) (8)

For a pulse of radiation whose peak energy appears at a frequency below the lowest
resonance of the structure this would be an approximation for Jmax. It is appropriate
for LEMP hazards as a guide.

If a circular cylinder is illuminated by EMP radiation with the H-field perpendicular to
the axis, the skin current flows in one direction up the side illuminated and down the
shadowed side. This current follows the waveform of the H-field applied and its current
densities will be about 2H1 . In addition body resonances will be excited if the EMP
contains approDriate frequencies. These current oscillations are superimposed on the
currents in phase with the source, but at the boundary between the shadow and the
illuminated side only the body resonance term exists because n x = 0. Long, thin
cylinders show the most marked resonances.

•3.2 Currents Caused by a Direct Strike

These can be analysed by representing the lightning channel in the same type
of way as the aircraft, according to the method of solution proposed. The driving
source is modelled with appropriate impedance, and if the'differential equations are to
be solved, geometrical boundary conditions must be imposed. If the electric field
integral equation is to be used, the lightning channel must be represented by wires
connected to the wire-grid model of the aircraft; and similarly closed surfaces would
be employed if the magnetic field integral equation were used.

These techniques can be employed also to model lightning simulation tests on the
ground. It is an extension of the technique of representing the aircraft as part of a
transmission line, where much simplification is necessary and little information about
the current distribution in the skin can be obtained (Fisher and Plumer 1977).

Some examples of codes applied to LEMP and direct strike studies are given in the
next sections.

3.3 The Differential Equation Approach

A solution of Maxwell's differential equations in the time domain by a finite-difference
method was developed by Yee (1966) for initial boundary value problems. Merewether
applied this to NEMP scattering bodies of revolution (1971) and it was later extended
to three-dimensional problems by Holland (1977). An application of this finite-
difference code THREDE to an all-composite design concept for an aircraft is described
by Perala et al (1979). They study the effects of lightning on the Advanced Design
Composite Aircraft (ADCA) for both attached strokes and LEMP. It is a very complex
structure about 18m long (Figure 5).

For the NASA Space Shuttle model (1973) of the return stroke current pulse Perala et al
noted that the Fourier spectrum is 80 dB down at the principal aircraft resonances
near 6 MHz so that resonance phenomena should not be prominent. The results of a
THREDE computation with a faster pulse (250ns rise and fall time) indeed show that
the current waveform is substantially independent of position. The computed ampl-tudes
can be used for the sloweV (2ps rise time) lightning current model with confidence,
for resonance phenomena are much less likely to appear with this slow pulse.
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Figure 5. Overlay of the THREDE mathematical model and the structural outline of the
ADCA.

The channel attachment as simulated in this computation is shown ir Figure 6. The

source impendances represent typical values for lightning channels (Wagner and Hileman

1962). The ground plane return distorts the current distribution around the fuselage,

and an approximate correction is applied when interior coupling to cables is considered.
The voltage waveform predicted on interior cables follows the applied current waveform,
as expected from the discussion of CFRP cylinders in Section 2.1. For the 200kA pulse
the worst case computed gives 4.7kV on one cable for the open-circuit voltage, and 2kA
for the short-circuit current. The methods of calculating the coupling from skin-
currents into cables will be discussed later).

2.

-.C

0.

0.5 1.'4 2.0 2.5 3.

Time (p sec)
Figure 7. Axial current

Figure 6. THREDE simulation of a direct density on the

lightning strike tcp of the
fuselage (LEMP).

The LEMP from stepped leaders and return strokes is also computed, but the former
cause only about 1OV signals and is considered negligible. The return stroke is
represented by the transmission-line model of Uman, which assumes a very high velocity
of 2.4 x 108 m/s along a 4km channel. A double exponential current pulse of 200kA
amplitude flows, and the stroke is assumed to be as close (20m) as the length of the
aircraft - a very' pessimistic assumption. Horizontal E-fields of 800kV/m result.

When incident from the top, the axial current den-ivtv in the skin of the fuselage is
found to be almost 3kA/m. Figure 7 shows the waveshape, which is predominantly of the
same form as the incident field with a high-frequency compunent due to a dipole mode
of oscillation added. The skin current would be expected to be proportional to the
incident wave field stref~gth. However, at the side, at the shadow hoindary, only the
dipole resonance mode appears because the incident fielc PI iF perpendicular to the
metal surface and ni x Hi 0 ( ;Pe 'ectjon 3.').
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On the same cable as before, the peak voltage due to LEMP was 1kV and the peak short-
circuit current 180A, compared to 4.7kV and 2kA for the severe direct strikes. A
computation on the effect of a thin coating of flame sprayed aluminium suggests that
these LEMP values would be reduced by a factor 5 by the coating, a useful reduction
in the hazard.

Although results are obtained ior direct strikes and for LEMP from nearby strikes, it
should be noted that the slow direct strike lightning current model cannot be analysed
directly. THREDE can compute only about 103 time points without instability, and the
intervals i.e. the time-steps between these points are determined by the grid size used.
This allows only about lus computing time for this problem, even though THREDE is a
highly developed code. Moreover, it is definitely not a user-oriented code. The data
input, debugging procedures and the overcoming of numerical instabilities require
specialist skills. The same comments apply to most other scattering codes also.
Finite element techniques are being developed (Mei 1974) but have not yet been applied

to aircraft.

3.4 The Electric Field Integral Equation

Both time domain and frequency-domain solutions have been obtained for this equation,
some of which are summarised by Bevensee et al (1978). The approach is appropriate to
stick models, or to wire grid models. Figure 8 shows the model of a Learjet used by
Strawe et al (1978) with the WIRANT code.

300
.106

200

100-

(A(m-s) a

1-1

-300
,,0 1 2 3 (11s)

(a) Ground test data

300 f I

"dO6  Double exponential
"200 drive current.

- - -100

(A(m-s))0
Figure 8. WIRANT model of Learjet. 'I

-100 - '

-200

-300 ,
0 1 2 3 4

(b) Calculated response

Figure 9. Right wing sensor skin

current density (time derivative).

Diffusion through the metal skin is ignored here, because much stronger fast-flux coup-
ling through breaks in the skin is possible: gaps exist around flaps, windows, ailerons
etc. Skin currents and surface charges are sources of induced voltages and currents in
the aircraft cabling, which are treated as multiwire transmission lines (Strawe 1972).
The detailed models of the penetration mechanisms are described, and references given
for the analytical treatments. Circuit models as used in NEMP are applied in this work
to assess the LEMP hazard to the electronic equipment on the aircraft.
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The Learjet is modelled as a wire grid (see Figure 8) to represent a lightning strike
in flight but as a stick model for a lightning simulation test on the ground, because
the power supply and return conductors must be represented and the number of equations
that can be handled is limited.

The test current waveform actually used is reproduced well by a double-exponential
waveform and better by a triple-exponential. A comparison of the surface current
observed by dH/dt sensors on the aircraft with those predicted from the currents in
the wires show good agreement for amplitude, and in the general character of the
response. Figure 9 shows measured and calculated time derivatives of the skin current
density at the aft body sensor. Some high frequency behaviour is not reprod.uced because
details are not well modelled. The power supply cables influence the resonance response
of the cables within the aircraft, and internal battery power is recommended for
future tests.

Strawe (1978)also made calculations using WIRANT on a hypothetical all-composite F-18
aircraft, and obtained results consistent with those of Perala described in Section 3.1,
though for different conditions. He obtained very high values, up to 32kV on one cable.

The stick model obviously has poor geometrical resolution and azimuthal variations
cannot be included. Circumferential currents cannot be computed nor, in the scattering
problem, the source term (2n x Hl). Better resolution is obtained with the wire grid
model, but the results are 'ensitive to the radii chosen for the grid wires. Care is
needed in interpreting the wire currents and charges in terms of surface currents and
charge densities, and large computer store size is needed. For example, the NEMP
code CHAOS3 (Garthwaite and Armour 1978, 1980) operates in the frequency domain with
about 750 wire segments, which allows the use of about ten wires per wavelength around
the perimeter of a fuselage. The code has been tested against the analysis of simple
geometries, by comparison with experiments on actual aircraft, and by comparison with
other computational approaches. The accuracy achieved is 30-40%. The limitations of
%ire-grid modelling have been discussed by Lee, Marin and Castillo (1976), and their
requirements are partially met in CHAOS by making the total surface area of all the
wires equal to the surface are being represented. This makes the mesh inductance
approximately the same as the aircraft inductance. Field penetration with 10 wires
per wavelength is sufficiently small. Some problems with capacitance remain, and larger
aircraft would be more difficult to model. The code has not been applied to lightning
hazards but this should present no great difficulty.

3.5 The Magnetic Field Integral Equation Approach

This has been formulated in the time domain (Perala 1974) and the frequency domain
(Sancer et al 1976). Only the latter has been applied to aircraft, making use of
cylinders of elliptical cross-section to model wings and fuselage. No application to
LEMP has been made, and adding a current injection scheme in order to represent an
attached stroke is not trivial. This approach assumes perfect electrical conductivity
and cannot take account of the resistance of the aircraft.

3.6 Miscellaneous Techniques

Hybrid methods in which electric field integral equations are combined with the magnetic
field integral approach are known (Bennett and Ross 1978, Bevensee et al 1978). None
have been applied to LEMP problems. An analytical approximation to the electric field
integral equation has been applied to a simple six-stick model of an aircraft,
(Bedrosian 1977). This results in a relatively simple programme which could be used
by non-specialists. It has not been applied to lightning problems as yet.

Another class of solutions rely on geometrical scattering theory. These would not be
useful for lightning problems, for they apply when the wavelengths being scattered are
much smaller than the dimensions of the scattering body.

Bevensee et al (1978) give a large number of references to EMP codes in general and
others are quoted by Bennett and Ross (1978). The US AFWL Interaction Notes on EMP
should be consulted for more recent information.

3.7 Fourier Spectra of Lightning Currents and Fields

The excitation of resonances on the outer surface of an aircraft is likely to be much
less for LEMP than for NEMP because of the lower frequencies in the former. The near-
field LEMP from a severe lightning stroke as calculated by Perala et al (1979) from a
model by Uman is shown in Figure 10 together with an approximate analytic representation
of the form

E eat-eat
o 1 + e-v (t-to) (10)

where

4 6 7 -7
a 4 x10 ,8 2.5 x10 v I x 10 ,to 4 x 10.
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1.0• The analytic expression exaggerates the
zhigh frequency content, but the Fourier

spectrum of the LEMP approximation does not
extend nearly as far as a typical NEMP,
which can be represented by a double

04 Oexponential.
- Computed E -at -st

& 04 Analyti approximation e - (11)

b. where ca =qxlIO4 , 8 =  xl10
02

0 2 1. 6 5
Time (Ps)

Figure 10.

Computed LEMP at 18m from lightning
channel compared with analytic approximation.

1.6 111111.6

First return stroke .Sub9_uent stroke

-- Observed - Observed
---- Analytic opproaimotion .... Analytic alpro tion

1-2 1.2

-0.8 04-

0 0

-0 -8 -4 0 41 8 10 -10 -8 6 -4 0 4 P 10('.s) (t#s)
Median current wovefront (negative strokes) Median current wavefront (negotive strokes)

Figure 11. Observed median current waveforms compared with analytic approximations for

(a) first (b) subsequent strokes.

(a) First return stroke current

(b) Subsequent return stroke current~(c) LEMP E-field

3 (d) NEMP E-theld

10

Aircraft body resonances

t-3
0,0 10

-
o, 10 100

Frequency (MHz)

Figure 12. Fourier spectra of analytic approximations to lightning fields and currents.

The two spectra are compared in Figure 12. Aircraft resonances lie above about 2MHz
even for large aircraft, as shown in the figure.

It is interesting to compare the LEMP spectrum with that of the current themselves.
Figure 11(a) compares the median current waveform for the first return stroke with a
representation of the same form as (10), where

a 2 x 10 , 7 x 10
6 ,v 5 x 10

6 , t0 : 7.5 x i 66
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Figure 11(b) compares the median current in subsequent strokes with a similar analytic
expression, where

a = 1 x 10 , 2 x 10
6 

, v = 2 x 10
6 

, to = 1.5 x 106.

The Fourier spectra of the analytic approximations to the current forms is given in
Figure 12. The frequency range in again much less than that for NEMP.

It should be noted that even in return strokes the median current waveforms and the
LEMP waveforms calculated from models of the return stroke omit much detail. Higher
frequency components appear at the peak of the current pulse, and branching adds
complexity to the pulse shape. The twisted shape of the channelwill further modify
the radiated waveform. Other phases of the flash, such as the leader pulses or intra-
cloud discharges, are known to be sources of HF and VHF radiation. However, all measure-
ments show a falling-off in radiated energy with frequency, so the greatest hazard
occurs at low frequencies.

The geometrical distribution of the current around an aircraft will be different for a
direct strike and for a nearby strike. Inductive sharing dominates (Section 2.1) for
direct strikes when the aircraft skin is highly-conducting. In nearby strikes, when
LEMP is incident on one side of the aircraft, we recall that the body resonances are
prominent at the boundary between the side of the scattering body illuminated by the
EMP radiation and the dark side, that is, along the edges of the shadow (Section 3.1).
Currents following the waveshape of the incident radiation are small at these shadow
edges.

4. COUPLING TO THE INTERIOR OF THE AIRCRAFT

4.1 Diffusion Flux (Resistive) Coupling

For lightning current pulses in an all-aluminium-alloy aircraft this type of coupling
is not generally important. It produces very slowly-rising voltage pulses of small
amplitude along the inner surface of the skin of the aircraft or, during the current
redistribution around the cross-section, in any conducting loop where the diffusion
flux OV penetrates. It is important in resistive materials such as CFRP, titanium
or stainless steel as discussed in Section 2.1.

Estimates of the magnitude of the effect in threr-dimensional structures may be made
with sufficient accuracy by representing the structure around the region of interest
as a cylinder of appropriate cross-section (usually non-circular, as in Figure 2).

For very resistive skin materials, the voltage pulse in the skin has the same form as
the current pulse. The internal flux changes at a rate dOD/dt roughly equal to 0 /T
where T is the redistribution time. For large practical CFRP structures having tRin
skins with thicker spars of CFRP present T is of the order of lps, and also for panels
of CFRP in aluminium-alloy skins T will be near this value. The magnitude of OD is
generally smaller than that of the aperture flux 0 discussed below, and dD/dt is much
smaller than do/dt. The magnitude of the dOD/dt voltages is less than the resistive
voltages in the skin.

4.2 Aperture Flux (Fast-Flux) Coupling

The coupling of flux through a slot in a cylinder is discussed in Section 2.2, where
empirical correction factors for slots of finite lengths are mentioned. These are
then apertures of rectangular shape in a cylindrical body, and the flux in the cavity
behind the apertures is calculated in this section for fields whose frequency is too
low to excite resonances. The magnetic field due to an aperture may be calculated for
any frequency by obtaining the skin current that would have flowed if the aperture were
closed, and then determining the field of this finite patch of skin current. The
geometry of the cavity behind the aperture must be taken into account. The actual
field due to the aperture is then the reverse of this field pattern, and is clearly
calculable from the local skin current density only, (see for example McCormick et al
1978).

The rate of change of the flux in the cavity is determined by the rate of change of the
outer flux around the aircraft, scaled according to the magnitude of the aperture field.
Intracloud discharges and return strokes in ground flashes give significant rates of
change of flux, and the voltages induced in circuits within the aperture can be very
large, as noted in Section 2.2. If, for examplethe inductance of a length of fuselage
is 0.02UH/m and the rate of rise of current in it is 1011 A/s then the peak field on the
outside of the aircraft is 20kV/m. At a point near the cavity wall, on the 1% contour
of the flux plot within the cavity, this peak field would be 200V/m, and the waveshape
would be proportional to dI/dt. Wires running across the mouth of the cavity would
have fields of 5-lOkV/m induced in them. Wallace (1978) gives details of numerical
calculations of these induced fields.

For return stroke current pulses the energy at frequencies capable of exciting cavity
resmnances is neglible, qo this type of calculation is appropriate. Radiation from
lightning flashes as a whole extends up to 1GHz, though with decreasing energy at higher
frequencies, so cavity resonances will be weakly excited at some stage. The methods
of solving the genera) problem of aperture coupling are reviewed by Brittingham (1976).
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Butler et al (1978) and Bevensee et al (1978) deal with this general problem also. It
is not likely that the excitation of cavity resonances by changing magnetic fields will
be very important in lightning studies.

4.3 Aperture Electric Field Coupling

When the charge distribution on an aircraft is changed rapidly, as for example during

the process of leader attachment, the E-field normal to the surface also changes.
Apertures allow the E-field lines to enter the aircraft and terminate on cables or
conductors within it. hanges are induced in this way on screens and wires, and if
the E-field changes rapidly currents flow in the screens or wires.

The electrostatic field distribution within a cavity can be computed, and the effect
of changing E-fields outside on interior conductors can be found. This is a form of
capacity coupling. The field within the cavity can be regarded as due to an array
of electric dipoles covering the area of the cavity, and again the local charge density
on the surface determines the interior field.

The equipotentialsiwithin and around a circular cylinder carrying a slot will be the
same as the flux surfaces shown in Figure 3. The normal E-field at the bottom of the
cavity En is about two orders of magnitude below the field Eo at the exterior surface
in this example. The highest rate of change of Eo is likely to be the maximum field
on the surface divided by the transit time of EM waves along the aircraft. The break-
down field in air for corona onset is about 3 MV/m and the transit time for a 20m
aircraft is about 7Ons so dEo/dt = 1O 4 V/m-s as a maximum. This might occur during
the leader attachment phase. The greatest fields at the bottom of the cavity of
Figure 3 are likely to be about 30kV/m with dEn/dt 1012 V/m-s and a displacement
current density of about 100 A/m 2. Part of the displacement current will flow in
screens or exposed wires which intercept the E-field lines.

5. COUPLING INTO CABLES AND WIRES

5.1 Direct Injection

Any conductor penetrating the skin to external equipment such as an aerial may carry
the lightning pulse into the aircraft. The equivalent circuit must be drawn for
lightning frequencies and an analysis performed of the injected current and voltage
waveforms to determine likely hazards. Transmission line theory will be required for
long cable runs and for multiwire cable bundles ; (McCormick 1979, Perala et al 1979,
Strawe et al 1978). The general references for EMP (Section 3.1) should be consulted
also.

5.2 Induced Voltages and Currents

The voltage induced in a loop of area A by a transverse flux 0 changing at a rate
dO/dt is simply do/dt or A dB/dt where B is the flux density. The loop inructance and
resistance must be estimated to give the impedance, and the equivalent generator is
then defined.

The effective loop areas of some typical cables are given below in Table 2. (Blount
et al 1974): work at Culhah Lightning Studies Unit supports these results also.

Table 2

Type Area for im length
(m2 )

Common Mode; any wire 5 x 10-2

Differential Signal; straight pair 2.5 x 10-2

twisted pair 3 x 10- 5

shielded twisted pair 3 x 10-6

The current I is induced by a normal field En within a cavity, changing at a rate
dEn/dt, in a wire of effective area S will be

I dr

The capacity between the wire and the exterior couples the field changes outside to the
wire, so that the source impedance is capacitative.

Given the nature of the source impedance and the voltage or current waveform produced

the effects on internal circuits can be analysed as in 5.1 above.

5.3 3creening of Internal Circuits

Some common screening connections, with comments, are given in Figures 13 and 14
which are self-explanatory. Ground-return circuits (Figure 13) are liable to
disturbance by resistive voltages (IR) in the skin, and by magnetic flux-induced
voltages in loops. Two-wire circuits are at hazard only from the latter.
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Capacity coupled displacement currents will flow in the screen also, and these are an

creen 0 C this end

EIV Figure 13

[a hi cre s dlesogi O and I kR voltages Screening circuits with

la Ti srenisuelcagil~tj airframe return

INt This screen-weII bonded -eliminates voltaebuno x

Figure 14

a) V, 0 because the screen prevents flux threading between Screening two-wire circuits
the wires. V2 is unaffected

b) V1  0 as for a) above. This screen aids electrostatic screening
V2 is unaffected.

0V3

c) V1 ~0 as above, Vwire screen 0- V3  V2 in (b) above

IV
d) V1 .0 as above, V2 is J.R voltage only, the U-, component

is eliminated.

http://www.abbottaerospace.com/technical-library


8-14

6. FINAL COMMENTS

The current and charge distribution on the skin of an aircraft produced by a lightning
flash is difficult to calculate, though some valuable techniques have been developed
both for direct and nearby strikes. Very lasrge computer storage is required for this
work. Induced voltages and currents on interior wiring due to a given distribution of
fields and currents on the skin can be more readily determined.

Ground simulations of lightning give controlled conditions which can be analysed
experimentally. The currents and voltages induced in the skin and in internal wiring
can be measured, and need to be compared with theoretical predictions using the
numerical approaches now available. The boundary conditions for the magnetic andelectric field configurations must be properly arranged (Burrows, Luther and Pownall
1977, Burrows 1978). Some pioneer work on E-field excitation has been done by Butters
et al (1978). In direct strike simulation the applied current pulse must have an
appropriate Fourier spectrum, with no false high-frequency components (Hanson 1977,
Burrows, Luther and Pownall 1977). The coupling to the aircraft must be made through
a high impedance (Perala 1979).
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PROTECTION OF AIRCRAFT AVIONICS FROM LIGHTNING INDIRECT EFFECTS
by

J. Anderson Plumer
Lightning Technologies, Inc.

560 Hubbard Avenue
Pittsfield, Massachusetts 01201

U.S.A.

SUMMARY

Once the magnitudes of possible lightning-induced voltages in
aircraft electrical circuits have been determined and the vul-
nerability of associated avionic components has been assessed,
the systems and components that are in need of protection can
be identified. In general, protection can be applied either by
designing the aircraft wiring so as to be less susceptible to
lightning-induced effects, or by applying surge protective de-
vices at the avionics terminals to clamp the induced transients
to levels that can be tolerated. In some cases a combination
of these approaches is necessary. This paper describes how to
estimate the magnitudes of voltages and currents induced on
shielded and unshielded wiring, and how shields may be utilized
to reduce the level of these effects in sensitive circuits. It
reviews circuit design practices that also can be utilized to
minimize induced effects, and reviews the various types of surge
suppression devices that are available and the advantages and
disadvantages of each. It concludes with a discussion of tran-
sient coordination and methods of verification.

ESTIMATION OF VOLTAGES AND CURRENTS INDUCED ON UNPROTECTED WIRING

The first step in design of protection for avionics is to estimate the magnitude of
the induced effects that must be protected against. In principle, the induced voltages
and currents appearing on aircraft wiring may be calculated from the geometry of the air-
craft wiring and knowledge of the strength and orientation of the internal magnetic and
electric fields. However, calculation of the voltages and currents on actual aircraft
wiring may never be practical because of the mechanical complexity of most wiring har-
nesses. For estimation purposes, calculations may be performed for simplified geometries.
Such calculations will illustrate the scope of the problem and indicate the direction of
practices that minimize the voltages and currents, and hence minimize the risk of circuit
damage or upset.

The simplest geometry to consider is that of a conductor, or group of conductors,
placed adjacent to a metal surface and exposed to a uniform Magnetic field oriented to
produce maximum voltage in the wiring. The geometry is shown in Figure 1.

If only common-mode voltages are considered and only cable systems short enough that
transmission line effects need not be considered, the induced voltage will be

e - At - dA!H()

where
A - area of the loop involved in meters squared

o = 4n x10- 7 in henries per meter (permeability of free space)

f - total flux linked in webers

H = magnetic field intensity in amperes per meter

t - in seconds

e = in volts

Expressed in inch units:

e - 8.11 x 10-10th d H  (2)
dt

where
I - length of cable bundle in inches

h - height above ground plane in inches

H - magnetic field intensity in amperes per meter

t - in seconds

It must be emphasized that the voltage so calculated is that existing between the
entire group of conductors (comprising the cable) and the aircraft structure. The voltage
will divide between the loads at the ends of the cable inversely as the impedance of the
loads. For worst case analysis, consider one end of the cable grounded with the other end
ope-circuited. In this case, all of the voltage will appear at the oe t
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H

H

(b) 0 time

e

(C) 0 time

Figure I - Response to a Changing Magnetic Field: Open Circuit Voltage.
(a) Geometry
(b) Hagnetic field waveshape
(c) Voltage waveshape

Line-to-line or circuit voltages will be less, generally by a factor of 10 to 200,
or 20 to 46 dB, down from the counon-mode voltages because individual conductors arc

usually close together and are often twisted, thus reducing the total loop area.

The maxium cable current is that which flows when both ends of the cable are connec-

ted to the vehicle structure through a low or zero impedance. Such an impedance may be an
overall shield grounded at each end, or it may be a group of semiconductor circuits, each

having low input impedance. In the first case, the current will flow on the overall shield
vith the current on the input circuits determined by the shielding properties of the shields.
In the second case, the current will flow directly through the input semiconductors and
their bias sources.

The short circuit current that flows (Figure 2) may be determined from the familiar
expression

. 4 (3 )

dt

whence

1 111 Jedt (4)
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where I - Amperes

L - self-inductance of cable in henries

e - open circuit induced voltage in volts

t - time in seconds

Cable inductance may be estimated from the expression

L 2x 10-7loge H/m (5)

or

5.01 x 10- 9 1Oge H/in. (6)

where h - height above a ground plane
d - conductor diameter

The induced voltage, e, which drives the current, is proportional to the cable height, h,
but the cable inductance, which impedes the flow of current, is proportional to the loga-
rithm of the cable height.

(b)

HH /77

(c) 0 time

(d) 0 lme

Figure 2 - Response to a Changing Magnetic Field: Short Circuit Current.
(a) Geometry
(b) Equivalent circuit
(c) Magnetic field waveshape
(d) Current waveshape

http://www.abbottaerospace.com/technical-library


94

Transmission Line Effects

Conductors always have associated with them some distributed capacitance and induc-
tance, the values of which are determined by the size of the conductors and the distance
of the conductors from adjacent ground planes and other conductors. When these are con-
sidered, the effect of a changing magnetic field is to produce an oscillatory open cir-
cuit voltage. As shown in Figure 3, these oscillations will be superimposed on an under-
lying voltage proportional to the rate of change of the magnetic field. When the internal
magnetic field is of complex waveshape (as is the usual case) and not the idealized ramp
function shown in Figures lb and 3b, the resulting open circuit voltage may be of a very
complex nature. While the maximum voltage may be difficult to predict, given the complex
nature of the superimposed oscillations, the amplitude of the envelope can at least be
approximated from Equations 1 and 2. The frequency of the superimposed oscillations tends
to be inversely proportional to the conductor length. Conductors, such as shields,
grounded at one end, tend to ring as quarter-wave dipoles: for example, a conductor 10 m
long tends to ring at 7.5 MHz. Even this simple relationship is difficult to apply,
since one conductor is seldom free of the influence of adjacent conductors.

/N

(a)

H

0

(b) time

e

(c) time

Figure 3 - Oscillatory Voltage Response Excited by a Changing Magnetic Field.
(a) Geometry
(b) Maenetic field waveshape
(c) Voltage waveshape
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Aircraft wiring is grouped into bundles, the bundles usually containing both short
and long conductors. The assembly, even if exposed to a magnetic field of simple wave-
shape will oscillate in a complex manner. Generally there will be one dominant frequency
with several frequencies, usually higher, sunerimposed. Each will have its own character-
istic decrement. Almost the only reliable generalization is that the cables associated
with large aircraft will be longer than the cables associated with small aircraft and
will characteristically oscillate at lower frequencies. On fighter aircraft, measurements
of induced voltages have shown the characteristic frequencies to be in the range 1 to 10
MHz.

Currents measured on bundles of conductors tend to be oscillatory, like the voltages,
as long as the conductors are part of a wiring group employing a single-point ground con-
cept. If the conductors are part of a wiring group employing a multiple-point ground
concept, the conductor currents tend not be be oscillatory but to follow the underlying
shape of the internal magnetic field.

Magnetic Field Zones

From the foregoing it can be seen that the task of assessing the possible induced
voltage or current levels in a conductor or shield depends on knowing the magnetic field
levels inside the aircraft. Accurate determination of these fields at particular loca-
tions would be a formidable task. A possible solution to the problem lies in establishing
characteristic zones. On a fighter aircraft, for example, the cockpit can be regarded
as a magnetically open zone exposed primarily to aperture-coupled magnetic fields. Within
reasonable limits, all fighter aircraft probably have approximately the same magnetic
field in the cockpit. Another zone characteristic of fighters would be the avionics bays
located in the fuselage. Many such bays tend to be alike, the differences, perhaps,
relating mostly to the cype of magnetic field structure fundamentally different from
either the cockpit or the forward equipment bays. Accordingly, it should be possible to
divide an aircraft into a relatively small number of typical zones; to assign a predomi-nant magnetic field intensity to these zones, and to provide rather simplified tables of

nomograms listing the characteristic transient likely to be induced in wiring of a given
length.

The concept of dividing an aircraft into magnetic field zones was first used on the
Space Shuttle (Reference 1). The zones so defined are shown in Figure 4 (Reference 2).
The electromagnetic fields assigned to each of these zones were estimated by a group of
engineers knowledgeable in the field. These magnetic fields were then refined during the
course of an extensive analytical investigation. The magnetic field amplitudes assigned
to each of these zones, based on the analytical study, are given in Table I (Reference 3).

6C

A 3

10

A THROUGH 0 - MOST PROBABLE LIGHTNING ARC ENTRY AND EXIT POINTS

SHUTTLE ZONES

I FLIGHT DECK 6 PAYLOAD RAY
2 CENTER EQUIPMENT BAY I AFT EQUIPMENT BAY
3 LOWER EQUIPMENT BAY 8 ENGINE COMPARTMENT
4 FORWARD TO 9 VERTICAL STABILIZER
5 FOIWARD CENTER 10 WING

Figure 4 - Shielded Zones within the Orbiter Structure.

The fields were divided into two components, an A-component referring to fields coupled
through apertures and a B-component referring to fields coupled by diffusion through metal
surfaces. The A-component of the field would tend to have the same rapidly changing wave-
shape as the external magnetic field, while the B-component would have a much slower wave-
shape. In the Space Shuttle study the waveforms of the different components were taken to
be as shown on Figure 5 (Reference 4). In each case the field intensity was based on a
worst case 200 kA lightning current passing through the Orbiter vehicle. The field ampli-
tudes of Table I were the maximum amplitudes calculated for any of the possible lightning
current entry or exit points.

Analytical studies of field intensity could well be supplemented by experimental
studies in which currents were circulated through an aircraft and the magnetic fields meas-
ured. Aircraft used for such studies should be in realistic condition in regard to the
mechanical soundness of the structures, particularly relating to the access panels, but
otherwise they need not contain complete electronic systems.
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9-6TABLE I -Magnetic Fields in Different Zones of
the SPACE SHUTTLE

Aperture Fields Diffusion Fields
Zone A-component (A/rn) B-component (A/rn)

1 1200 800

2 60 200

3 0 200
4 50 150

5 50 100

6 280 300

7 50 570
8 200 680

9 200 3700

10 65 300

2 x10A

I 

-L2 I 0-
II

2 x10 S I

- - SEE TABLE 11. 1 FOR AMPLITUDE

3x00s x I0

(C) 600 x i0 6 S

Figure 5 -Waveforms of aperture- and diffusion-coupled mpgnetic fields.
(a) Lightning current
(b) Aperture-coiipled field, A-component
(c) Diffusion-coupled field, B-component
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Aids for Calculation of Estimated Voltages and Currents

The magnetic fields established for each zone may then be utilized to calculate the
approximate voltage and current to be experienced by typical aircraft conductors or shields.
For this purpose, the following additional assumptions are made:

* The conductor (or shield) is of length Z, diameter d, and spaced a height, h,
above a ground plane which is the aircraft skin jr a floor.

e The magnetic field is oriented to produce maximum voltages in the conductor.

* One end of the conductor is grounded.

* The magnetic fields are of the shape shown in Figure 5.

These are the same assumptions as those illustrated in Figures 1 and 2 and upon which
Equations 1 and 2 were based. Under these assi,,ptions

eoc = K1 ZhH (7)

where

K I = 0.63 if I and h are in meters

K1 = 0.63 x 10
- 4 

if Z and h are in centimeters

In all cases H is expressed in amperes per meter. The waveshape of the open circuit volt-
ages would typically be proportional to the derivative of the H field, and hence oscillu-
tory.

If we assume the conductor to be grounded at each end

Isc = K2EhH (8)

where K2 is given by Figure 6. Conductor length does not influence short circuit current.
The waveshape of the short circuit current tends to be the same as that of the magnetic
field.

The height, h, of the cable bundle above a ground plane is difficult to specify be-
cause the ground plane is seldom purely a plane surface and because cable bundles are
frequently strapped directly to a supporting structure. For purnoses of this analysis,
assume

" That the height, h, is measured to the nearest substantial metallic structural
member

" That if the cable bundle is laid directly on that member, h equals one-half of
the cable diameter

" That if the cable bundle is elevated above the metallic structural member, h
equals the clear height above the member plus one-half the cable diameter.
(If the cable height differs along its length, use an average height.)

0.05 5

d

z0.01 -
Ew Z

-0.6 -r

LU

0.01 1

0 -0 I1 2 5 10 20 50 100 200 500 1000
hid

Figure 6 - K2 -Metric Units.
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Estimated Voltages and Currents in the Space Shuttle

Based upon Equation I to 8, Figure 5, and Table I, one may calculate the open-circuit
induced voltages and short circuit currents that would be developed on typical wiring.
The results are shown on Table II (Reference 5) for a conductor 4m in length within each
of the 10 magnetic field zones established for the Space Shuttle and illustrated in
Figure 4.

0.12 -

d
0.10

0.08 42II
5

.S0.06

0.04 -

0.02

1 2 5 10 20 50 100 200 500 100
h/d

Figure 7 - K2 - Inch Units.

Table II - OPEN CIRCUIT VOLTAGE AND SHORT CIRCUIT CABLE
CURRENT IN THE VARIOUS ZONES OF THE SPACE SHUTTLE

h = I in. (0.0259 m) h - 2 in. (0.0508 m) h 5in. (0.1270 m) h , 10 in. (0.254 m)
Zone Voltage Cwrent Voltage Cursent Voltage Current Voltage Current

(volts) (amperes) (volts) (amperes) (volts) (amperes) (volts) (mperes)

I 76.90 133.3 153.8 184.9 384.6 321.8 769.1 521.1

2 .92 7.10 7.84 9.42 19.59 16.39 39.18 26.54

3 0.085 0.154 0.170 0.204 0.425 0.356 0.850 0.576

4 3.25 5.89 6.51 7.82 16.27 13.62 32.54 22.05

5 3.23 5.85 6.46 7.76 16.14 13.51 32.29 21.87

6 17.99 32.59 35.99 43.26 89.96 75.28 179.9 121.9

7 3.43 6.21 6.87 8.26 17.16 14.36 34.33 23.26

8 13.05 23.64 26,11 31.38 65.27 54.62 130.5 88.44

9 14.33 25.96 28.66 34.45 71.65 59.96 143.3 97.09

10 4.27 7.74 8.55 10.28 21.37 17.88 42.75 28.96

*AlI values based on cable length of 157.48 inches (4 m) and diameter of I inch (0.0254 in). For other lengths,
scale the voltage proportionately.

The voltages and currents of Table II are the transients that will appear between
unshielded conductors and the airframe, or between the shields of shielded conductors and
the airframe. In either case the source impedance can be estimated by dividing the open
circuit vtltige (eoc) by the short circuit current (isc) as follows:

eoc (9)
Zsource isc

SHIELDING EFFECTIVENESS

Grounding of Shields

If a shield is to be effective against magnetic fields, it must be grounded to the
airframe at either end. In this case, the short circuit current determined from Table II
will flow in the shield, and this current will produce a magnetic flux that tends to cancel
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the original flux. If one end of the shield is left ungrounded, the calculated induced
voltage will appear between the ungrounded end of the shield and the airframe, and no
circulating current or cancelling flux will appear.

To illustrate some of these effects let us consider a series of tests (Reference 6)
that were made on a 5 m long length of RG-58/U coaxial cable. The cable was placed adja-
cent to a metal ground plane and a magnetic field passed between the cable and the ground
plane. Measurements were made of the voltage between the center conductor and ground at
each end of the cable. These voltages thus represent the common-mode voltages that would
exist. The first set of results is shown in Figure 8. In an unshielded conductor or one
in which the shield on a conductor is not used, equal and opposite voltages appear at the
two ends if all of the loading impedances are balanced. The voltages at the two ends of
the conductor are of equal amplitude but opposite polarity, as would be produced if the
conductor were considered to have an equivalent voltage generator at its center, as shown
in Figure 8c. If the load impedances at the ends are unbalanced by the addition of a 50a
resistor at one end (Figure 9), the total voltage induced around the loop remains unchanged,
but most of it appears at the end with the highest impedance. With reference to the equiv-
alent circuit of Figure 9c, the fact that there is any voltage at V2 implies the existence
of some capacitive loading as well as the desired resistance load; otherwise there would
be no voltage across V2.

INCIDENT MAGNETIC FIELD

H
END2 END I

V2 (32V) ~ RG 58 COAXIAL CABLE Sm LONG V 3V

(0)

50V

------------ I -- --
J -

11O1AS

(b) (c)

V2  VI

dt

(d)

Figure 8 - Shield Not Grounded at Either End.
(a) Test conditions
(b) Vl
(c) V2
(d) Equivalent circuit

Grounding the shield at one end, shown in Figure 10 does not significantly affect
the common-mode voltage at the other end. The changing field induces a voltage between
the open end of the shield and ground. The conductor is exposed to the same field, and
there is thus the same voltage developed between the ends of the conductors as that be-
tween the ends of the shield. Because of the unbalanced load impedances, all this volt-
age must appear between the conductor and ground at end 1. Leaving aside considerations
of unequal load impedance, the shield can reduce voltage at one end only by increasing
it at the other end. This effect is shown in Figure 11. The reason the shield reduces
the line-to-ground voltage at V2 is that the capacitance between shield and conductor at
the ungrounded end loads the signal conductor, just as did the 50n resistor of Figure 10.

Grounding the shield at both ends, as shown in Figure 12, produces an entirely dif-
ferent response. If the shield is grounded at both ends, the voltage induced by the
changing magnetic field in the shield produces a flow of current through the shield.
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(b)

40V

(C) V V

Figure 9 -Unequal Load Impedances
(a) Test. conditions, (b) Voltages, (c) Equivalent circuits

V2 (2V) 50Q V, (64V)

(a) L

I 40V

DE-+ --,j-- SHIELD

(C) **:- - 1 t
V2  50Q V

Figure 10 - Shield Grounded at One End.u
(a) Test conditions, (b) Voltage, (c) Equivalent circs ~ ~ ~
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E' - d- A(dH)
dt dt

I -L E'dt=--H (ll)

where

E'= Voltage induced between ends of the shield

I = Current on the shield

L = ' Self-inductance of the shield

I = current on the shield

L = self-inductance of the shield

(a)

(b) T
50v

V2  V 1

Figure 11 -Shield Grounded at One End.
(a) Test conditions
(b) Voltages
(c) Equivalent circuits

This shield current reduces the voltage induced between the signal conductor and ground,
as shown in Figure 13. The reduction in voltages can be viewed equally well from two
different standpoints.

The first is that the shield current produces a magnetic field that tends to cancel
the incident field. From this viewpoint the voltages on the signal conductors to ground
repond only to the difference between the incident and the cancelling fields. Alternative-
ly, the reduction in voltage can be viewed as the effect of the mutual inductance between
the shield and the signal conductor. This latter approach is illustrated by the equiva-
lent circuit of Figure 13c. The voltage between the ends of the conductor is the sum of
that resulting from the voltage induced in the signal conductor, E, and that coupled
through the mutual inductance between the shield and the signal conductor. Since the
shield is grounded at both ends and able to carry a current, the voltage appearing across
the primary inductance of the equivalent transforner is equal to the voltage V' induced
between the ends of the shield by the incident field. Since the mutual coupling between [
the shield and the signal conductor is very nearly unity, the voltage induced in the

Secondary, or signal conductor, side of the equivalent transformer is about equal to the
voltage originally induced in the shield. Accordingly, the voltages appearing at the ends
of the conductor are much lower than they would be if the shield could not carry current.
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1 2 (6.. 3VA V, (0.4v)

(aa)..~
________________________________________-~~'MAVkN

2 -+ 2 SHIELD 2 E + 2

W + Wc

CONDUCTOR V2  2 2 V
(NEARLY) NAL

Figure 12 -Shield Grounded at Both Ends. Figure 13 - Shield Grounded at Both Ends.
(a) Test conditions (a) Test Conditions
(b) Shield current (b) Conductor voltages
(c) Equivalent circuit (c) Equivalent circuit

An alternative form of the equivalent circuit of Figure 13 is shown in Figure 14.
There are two parts of the circuit, one relating the miagnetic field to the current f low-
in- on the shield and one relating the current on the shield to the voltage developed on
the conductor. Both the measurements and the circuit indicate that voltage on the center
conductor is affected by the relative impedance of the loads on the ends. A low impedance
at one end pulls the voltage at that end down but raises the voltage at the other end.
M1 2 and R represent transfer quantities, the values of which depend upon the type of shield.

soH

V 2 ~M1 a 1  (0R

(a) ~ ~ (a Test_______conditions_________

(b(onutobolae

(a) Eqaet cniont
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Shield Transfer Functions

If a shield were "perfect" the flow of current on the shield would not cause any
voltage to be developed between the shield and the signal conductor. Factors exist, how-
ever, which prevent shields from being perfect. First, a shield always has resistance
as shown in Figure 15. Current flowing through the resistance of the shield produces an
electric field on the internal surface of the shield. The nature of the coupling between
this internal field and the signal conductor depends upon the connections at the enos of
the cable and upon the distributed inductance and capacitance of the circuit internal to
the cable. As a simple case, imagine the left-hand end of the signal conductor to be
shorted to the shield. The internal electric field would then be completely coupled to
the signal conductor, and the voltage between the signal conductor and the shield at the
right-hand end of.the cable would be equal in magnitude to the total internal electric
field along the length of the shield. This simple type of coupling is valid for low-
frequency or slowly changing shield currents. For shield currents sufficiently slow
that this model applies, the waveshape of the internal electric field is the same as the
shield current, being related by Ohm's Law:

E = IR (12)

Generally the coupling is not as simple as this. If the overall shield is a solid-
walled cylinder, as shown in Figure 16, the internal electric field depends upon the
product of the resistivity of the shield material and the density of the current on the
internal surface of the shield. This internal current density, Ji, will not, in general,
be the same as the density of the current on the external surface of the cylinder. Be-
cause of the phenomenon of skin effect, the current density on the inner surface of the
shield will rise more slowly than does the external current. The rate at which current
density on the inner surface increases will be directly proportional to the permeability
of the field material and to the square of the wall thickness and inversely proportional
to the resistivity of the wall material. Cables with solid-wall shields and cable trays
of solid metal with tightly fitting covers will typically exhibit this type of behavior.

3 SIG NA L CO NDUCTO R 

SIGNAL CO N UC 0 R

INTERNAL CURRENT INTERNAL ELECTRIC
DENSITY CR-ERD

L INTERNAL ELECTRIC FIELD
iur 15 - oupn R n f

EXTERNAL CURRENT DENSITY EXTERNAL ELECTRIC FIELD

E TERNAL NOISE CURRENT''1... 
..................................EXTERNAL NOECUEN

(aa)n(a)

-INTERNAL ELECTRIC FIELD l -

,.INTERNAL ELECTRIC FIELD E1  
EXTERNAL NOISE CURRENT

JEXTRNAL NOISE CURRENT l

(b)
0(b) 0 =

Figure 15 - Coupling Resulting from Figure 16 -Coupling via Diffusion
Resistance Effects. through a Solid Wall.
(a) Current and field (a) Current and field

polarities polarities
(b) Current and field (b) Current and field

waveshapes. waveshapes.

A different type of behavior is commonly observed on cables with braided shields,
shown in Figure 17. The shields do not provide a perfect conducting cylinder, for they
have a number of small holes which permit leakage. As a first approximation, one may
visualize the external field lines looping in and out of the holes in the braided shield,
as shown in Figure 17b. The leakage field produces a net magnetic field circumferentially
around the inside surface of the shield, inducing a voltage between the center conductor(s)
and the shield. The total induced voltage appearing between a conductor and the shield,
then, is proportional to the resistance of the cable shield, to the rate of change of the
shield current, and to the number of holes in the cable.

Another source of coupling is via capacitive leakage through the holes in the shield,
as shown in Figure 18a. If the shield is held at ground potential by deliberate grounds,
if the signal conductor is held near ground potential by external loads and if the
shielded cable is subjected to an external and changing electric field, dielectric flux
will pass through the holes in the cable from the external source and onto the signal con-
ductor. The flow of these dielectric, or displacement, currents the e.teaeJ,
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impedances produces a voltage between the signal conductor and the shield. An alternate
source of coupling, shown in Figure 18b, involves the voltage on the shield itself. Noise
currents flowing through the external impedance of the shield may, if the shield is not
perfectly grounded, produce a voltage between the shield and any external ground structure.
External impedances between the signal conductor and the shield, as well as the inherent
capacitance between the shield and the signal conductor, force the signal conductor to
assume nearly all the same potential as the shield. Because the signal conductor is then
at a potential different from the surrounding ground, dielectric flux can pass from thesignal conductor through the holes in the shield and to ground, the dielectric currents

again giving rise to a voltage between the ,signal conductor and the shield.

EXTERNAL MAGNETIC FIELD LINES LCMFID

(ao) (ao) I li I!1

FIELD LINES LEAK
IN THROUGH .OIE

EXTERNAL NOI CURRENT C

(b) IGNAL COD b) SIE LC

Figure 17 - Coupling via Magnetic Leakage Figure 18 - Coupling via Capacitive Leakage
through Holes. through Holes.
(a) Current and field (a) Coupling from an external

polarities source
(b) Field leakage through (b) Coupling from voltage on

holes: end view the shield
(c) Current and field

waveshapes

In most cases the effects of magnetic leakage are probably more important than the
effects of capacitive leakage.

The factors that affect the voltage which may appear between a signal conductor and
the shield of a cable, as distinct from the voltages that may appear between the signal
conductor and grounds are, then, the resistance of the shield, the degree to which the
shield allows magnetic fields to leak to the inside, and the degree to which the shield
allows electric fields to leak to the inside. These latter two characteristics may be ex-
pressed in terms of an equivalent transfer inductance of the shield and an equivalent trans-
fer capacitance. These effects may be expressed in terms of the equivalent circuits shown
in Figure 19. Figure 19a shows the equivalent circuit by which noise current on the shield
of the cable may be related to the voltage induced between the signal conductor and the
shield. In the frequency domain, this may be expressed as

Vs = In(Zdj + -J'l2)  (13)

As will be seen momentarily, the term Zd may frequently be treated simply as the dc resis-
tance of the cable shield, shown in Figure 19b, in which case the relation between current [
and voltage become simply

V5 = In(Rdc + JWM 12) (14)

Treatment of capacitive effects yields the equivalent circuit shown in Figure 19c, in
which the relation between loop current induced on the signal conductor and external noise
voltage becomes

Is = EJ 1jcij 2  (15)

Vance (Reference 7) gives an excellent dissertation on how the transfer inductance M12
and transfer capacitance C12 may be related to the characteristics of the braided shield.

The transfer impedance of a shielded cable is not a factor coumonly specified either
........j.by the manufactturer or by procurement specification.. Even among cable. of the same nomi-

Scosaiderabl btv.n the cables s 1S,4 b
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different manufacturers. The most straightforward method of determining the transfer
characteristic of a shielded cable is to make actual measurements of the conductor voltages
that are produced by currents which are circulated through the shield.

SIGNAL CONDUCTOR

_ 
SHIELD

-I( n Zd M12

SIGNAL CONDUCTOR

v,

SHIELD

-. W VIn Rd 12

(b)

SIGNAL CONDUCTOR

CEn

SHIELD

(c) Figure 19 - Equivalent Circuits

(a) Transfer impedances
(b) Transfer impedance simplified
(c) Transfer admittance

Methods of Grounding of Shields

The way in which a shield is grounded to the airframe may have a significant effect
on the level of induced voltage that appears on the shielded conductors. A common treat-
ment of a shield at a connector is to insulate the shield with tape and connect it to the
back shell through a pigtail. Such treatment is shown in Figure 20a. Equally common
practice is to insulate a panel connector from a panel with an insulating block and to
ground the panel connector either to the panel through a pigtail or, more commonly, to an
internal ground bus. A very common treatment of a shield at a connector, shown in Figure
20c, is for the shield to be connected to one of the connector pins and grounded inter-
nally through a pigtail, either to the panel or to an internal ground bus.

There are two fundamental drawbacks to pigtail grounding. The first, shown in Figure
21a, is that the shield current, being constricted to a path of small diameter, sets up a
more intense magnetic field at the surface of the conductor than it would if the conductor
were larger. If the shield current is carried to ground on a shell concentric with the
conductors within the shield, shown in Figure 21b, there is much less voltage introduced
into the conductors for the following reasons:

" The length of the path through which the shield current must flow is
shorter.

" The field intensity external to the shield is reduced by virtue of the
inherently larger diameter of the path upon which the current flows.

" The field intensity inside the shield is low - nearly zero.
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rKLOCK PANEL
CAIBLE CONNECTOR

SHED TAPE

CONNECTOR PIGTAIL

CONECTOR Pie [jPANEL

(C)

Figure 20 -Coummon Treatment of Shields at Connectors.
(a) Pigtail connections to a backshell
(b) Pigtail grounding to a panel connector
(c) Shield carried on a connector pin

SMALL FRACTION OF TOTAL
MAGNETIC FIELD LINKS SIGNAL CONDUCTORS: CONTR
HENCE MUTUAL INDUCTANCE IS LOW

SHIELD URRNToPTHSI
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SYSTEM DESIGN TO PROTECT AGAINST INDIRECT EFFECTS

Goals

Design to minimize the indirect effects of lightning should aim to accomplish the
following goals:

1. Achieve a design that prevents the indirect effects from causing irreversible
physical damage.

2. Eliminate that interference which provides an imminent hazard to the safety
of the vehicle or its crew or one that presents a severe risk of preventing
the completion of the aircraft's mission. For example, indirect effects
that cause warning lights to appear might be acceptable whereas indirect
effects that lead to the tripping of circuit breakers would be unacceptable,
even if it were possible to reset the circuit breakers. Immediately after
a lightning flash the pilot of the aircraft might have enough things to do
that he should not be called upon to reset circuit breakers. Also, inter-
ference that leads to the scrambling of one channel of a redundant digital
control system is probably acceptable, but interference that causes all
computers to shut dow is unacceptable, particularly if the computers are
shut down in a disorderly manner which results in the internally stored pro-
grams becoming scrambled.

3. Design avionic equipment that can accept transient signals on input and out-
put terminals at the outset rather than relying on retrofit programs to
protect existing systems.

4. Design avionic systems around the capabilities of existing and proven pro-
tective devices or techniques.

5. Conduct trade-offs between the cost of providing electronic equipment capable
of withstanding lightning-induced transients and the cost of shielding inter-
connecting wiring from the electromagnetic effects of lightning.

6. Take as much advantage as possible of the inherent shielding that aircraft
structures are capable of providing and avoid placing equipment and wiring
in locations that are most exposed to the electromagnetic fields produced by
lightning.

Ways to accomplish some of these goals are discussed in the following paragraphs.

Protection Through Location of Avionic Equipment

While the designer may not have much choice in the matter, it is often possible to
minimize indirect effects by locating electronic equipment in zones where the fields
produced by lightning currents are lowest. For example, since the most important type of
coupling from the outside electromagnetic environment to the inside of the aircraft is
through apertures, it follows that equipment should be located as far from major aper-
tures as possible. This means that equipment should be located as far from such access
doors as possible, since access doors with their imperfectly conducting covers are a
major source of electromagnetic leakage. In practice this may be more easily said than
done, however, because frequently the purpose of access doors is to provide ready access
to electronic equipment.

Protection Through Location of Wiring

The designer may have somewhat more control over the routing of wiring used to inter-
connect avionics than he does over the location of the equipment itself. Wiring should
also be located away from apertures and away from regions where the radius of curvature
of structural members or the outer skin is smallest. Also, wiring should be located as
close to a ground plane or structural member as possible. If the structural member is
shaped or can be shaped to provide a groove or trough, it will provide 'More inherent
shielding than it will if the wiring is placed on the edge of the member. Some examples
of typical structural members and the best places for wiring are shown in Figure 22. In
each case the structural member is assumed to be carrying current along its axis.

Some basic principles to follow are these:

1. The closer a conductor is placed to a metallic ground plane, the less is the
flux that can pass between the conductor and the ground plane.

2. Magnetic fields are concentrated around protruding structural members and
diverge in inside corners. Hence, conductors located atop protruding members
will intercept more magnetic flux than conductors placed in corners, where the
field intensity is weaker.

3. Fields will be weaker on the interior of a U-shaped member than they will be
on the edges of that member.

4. Fields will be lowest inside a closed member.

Some examles of cable routing are shown on 1F1g 23.
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NH
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(a) (b)

22

(C) (d)

Figure 22 - Flux Linkages vs Conductor Position.
(a) Conductors over a plane (b) Conductors near an angle
(c) Conductors near a channel (d) Conductors near a box

In each case pictured
Conductor 1 - highest flux linkages: worst
Conductor 2 - intermediate linkages: better
Conductor 3 - lowest linkages: best

33

41

(b)

Figure 23 - Conductor Routing.
(a) A fuselage structure (b) A wing structure

In each case pictured
Conductor 1 - highest flux linkages: worst
Conductor 4 lowest flux linkages: best -,
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A cable clamped to stiffeners, as at Position 1 of Figure 23, will effectively be spaced
away from the metal skin by the height of the stiffeners. A conductor along the outside
edge of the U-shaped member, as shown by conductor 2 in Figure 23a, may or may not be
better placed than conductor 1: effectiveness depends on hov, closely the conductor is
attached to the side of the U-shaped member. Conductor 3, placed along the edge where
the U-shaped member is attached to the stiffeners would probably be in a lower field envi-
ronment than would either conductor I or conductor 2. Conductor 4, located in the interior
of the U-channel, would be in the lowest field region and hence in the most effective posi-
tion. Similar considerations apply to conductors located in structures like wings or stabi-
lizers.

A conductor located along the outside trailing edge of the wing, as shown by conduc-
tor 1 in Figure 23b, will pick up much more flux than will any conductor located on the
inside, probably by several orders of magnitude. Hence conductor 2, located on the inside
of the trailing edge, would be better placed. Conductors 3 and 4, in that order, would
be in the regions of lowest magnetic flux. A conductor that could be run inside a major
structural member, as shown by conductor 4, will be exposed to a minimum amount of magnetic
flux. Conductor 5, located at the forward edge of the wing, would be in a well-shielded
region if the forward edge of the wing were metal, but it would be in a high field region
and therefore vulnerable if the forward edge were a nonmetallic covering. However, even
if the covering were metallic, conductor 5 would not be in as protected a region as that
of either conductor 3 or conductor 4.

Windshield posts, shown in Figure 24, tend to concentrate the current flowing on the
exterior surface of the vehicle, particularly if a flash is swept back contacting the
windshield post directly or the eyebrow region above the windshield. Since the current
is concentrated, the magnetic field intensity inside the crew compartment tends to be very
high. The situation is aggravated by the fact that the windshields, unlike other regions
where the field might have to diffuse through the metal surfaces, act as large apertures
and so allow the internal magnetic flux to build to its peak values very rapidly. Instru-
ments and wiring on the control panels are thus in a region of inherently high magnetic
field strength. Conductors that run from overhead control panels (position A) to other
instruments (position B) are often run along the windshield center posts. They are thus
in a region of the most concentrated magnetic fields likely to be foind on an aircraft,
and accordingly they may have induced in them the highest voltages.

Protection Improvement Through Shielding

The effectiveness of shields has been discussed in a previous paragraph. It is al-
most always necessary to make some use of shielding on interconnecting wiring for protec-
tion of the most sensitive circuits. Shielding against magnetic fields requires the
shield to be grounded at both ends in order that it may carry a circulating current. It
is the circulating current that cancels the magnetic fields that produce common-mode volt-
ages. There is some merit in grounding such a qhield at multiple points, since frequently
the cable will be exposed to a significant amount of magnetic field over only a small
portion of its total length. If the shield is multiple-grounded, the circulating currents
will tend to flow along only one portion of the cable whereas, if it is grounded at only
the two ends, current is constrained to flow the entire length of the cable.

(o) . . . . . . . - -

STROKE

A

(b) i

Figure 24 - Current Flow Along Windshield Posts.
(a) External current flow
(b) Internal magnetic fields
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The requirement that i shield intended for protection against 11"~htning effects must
be grounded at both ends raises the perennial controversy about single-versus multiple-
point greundingof circuits. For many, legitimate reasons1 sensit.'e circ:uits need to be
shielded against eiectromagneti2 in~er-terence (EMI) ±rom neigh',-,ring vystems and powersystem return currents. The shicids intended for EMI protectiL- are grounded at only one
end. But in this practice a fundamental concept often overlooked is that the physical
length of such shields must 'e short comi.ared to the wave length of the interfering signals.
Lightning-produced interference, however, is usually broad band and includes significant
amounts of energy at quite high frequencies, frequencies higher than thDose the typical
low-frequency shields are intended to handle, The dichotomy between the reauirements for
shielding against everyday, low-frequency interference is usually too gre~at tor both setsof requirements to be met by the use of only one shield system.

In these cases, both sets of requirements can be met only by having one shield system
to protect against ligi,.tning-generated interference. The lightning shield can usually
consist of an overall braided shi'eld o- conduit over , roup of conductors with this over-
all shield being grounded to the aircraft structure at -east at the ends. Within the
overall shield may be placed whatever types of circuits are needed. Frequently these
circuits will ta-e a shieldea conductor of their own. In a coordinated shiplded qystem
the designers of individual circuits should have the option of grounding such inner
shields as. the'.r own req.ir,-ments dictate, but they should not have the power of dictating
the treatment oi the overall shield.

Protection Through Circuit Desipn

One of the most important considerations in tke control of lighting-relateA interfer-
ence through proper cirCuit design lies in the fundamental observation that a device with
a broad band-width can intercept more noise energy than csn a narrow band-width device.
Some of the considerations that derive from this observation are shown in Figure 25. The
noise produced by lightning has a broad frequency spectrum. Considering for the moment
only the spectrum of the lightning current, the observation is frequently made that most
of the energy associated with the lightning current is contained in the low-frequency
region, below 10 or 20 V;z. Before any sense -)f security is derived from that observation,
it should be remembered that equipment is damaged or caused to malfunction in accordance
with the total amount of energy intercepted. In a lightning flash th.re may be plenty of
energy in the megahertz and multimegahertz region to cause interference. The energy that
is awv.ilable ior damage or interference may well be concentrated in certain frequency
bands by the characteristic response of the aircraft or the ,iring within the aircraft.

Without reference to any specific ftequency regions, however, the e1ierg spectrum of
the lightning-generated interference on electrical wiring within an aircraft will still
be a broad spectrum. A receptor with a broad pass band, shown in Figure 25a, will inher-
ently collect more energy than will a receptor with narrow pass band, shown iu Tigure 25b.
The narrower the paus band, the better. In this respect analog circuits have an inherent
advantage over digital circuits, since i narrow-pass band digital circuit is almost a
contradiction in terms. If possible, circuits should not have a pass band that includes
DC, shown in Figure 25c, because, when DC is excluded, the circuits will inherently be
able te reject more of the energy associated with the flow of current through the resis--
tan:e of the structure.

The s%:udies of types of interference produced in aircraft by the flow of lightning
current have shown tnat the .ightning energy excites oscillatory frequennies on aircr!Aft
wirirg, particularly if the wiring is based on a single-point ground concept. Those
characteri3tic frequencies have tended to be in the range of several hundred kilohertz
to a few megahiertz. If at all possible, the pass bands of electronic equipment sh'uld
not include these frequencies, as decs the hypothetical pass band shown on Figure 25d.
Higher ot lower pass bands would inherently be better than the one shown. Au an extreme
example, shown in Figurr 25e, fibfr optic signal transmission operating in the Infrared
region avoids the frequency epectrum associated with lightning-generated interference
almost completely.

Basic considerations about circuit design and signal transmission are show in Fig-
ure 26. First, as shown on Figure 26a, signal cizcuits shoild avoid the use of the air-
craft structure as return path. If the structure is used as a return path, the rejis-
tively generated voltage drops will be included in the path betweet transmitting and
receiving devices. On the other hand, eignal transmission over a twisted-pair circuit
with signil grounds isolated from the aircraft structure tvndato couple lower voltages in
the signal path. It must not bs forgotten, however, that the use of twisted-pair trans-
mission lines does not eliminate the conron-mode voltage to which electronic systemb may
be subjected. Common-mode voltages applied to the unbalanced tzansmission path, as in
Ffpgure 26b, can lead to lina-line voltages which may at times be as high as the co.,aon-
mode voltage.

Dittecctital transmission and reception devices, shown in Figure 26c, can offer a many-
fold improvement in the ability to reject the common-mode voltages produced by lightning.

in general it is preferable ,a_-c wiring interconner;ning two different pieces of elec-
tronic equilment not interface directly with the Junctions of semiconduetots, at ahovn in
Figures 26a and 26c. Eqen modest amounts of resistanep ccnnected betwe".n the Junctions
and the interfacing wirs, shown in Figure 26d, can greatly improve the ability of seti-
conductors to resist t;,e transient vol.te.ges and currents, Transmission through .,alaneed
tranqmission lines and transformers, coupled with input protection for seacicondoetors,
probably provides the greatest amount of pr0ot9uiona a1nst the transient$ LAu*uee.4-
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Figure 25 - Frequency Considerations. Figure 26 -Considerations Regarding Circuit
Design.

Protection Through Use of Surge Protective Devices

Surge protective devices can sometimes be used to limit the amount of electrical
energy that a wire can couple into a piece of electronic equipment. While one can sel-
dom eliminate interference through the use of protective devices, suppressors judiciously
used can virtually eliminate physical damage to electronic devices.

There are two basic types of protection devices: those which, on sensing an overvolt-
age, switch to a low-impedance state and thus cause the impressed voltage across them to
collapse to a low value; and those which, on sensing !-i overvoltage tend (by virtue of
their nonlinear voltage-current relation) to s'pt!'-e- he voltage to a safe level without
collapsing it. Examples of the first type a7,: i ,,ls, and examples of the second
type are Zener diodes and varistors. There ,;C, 'i ; < 'vices which, on sensing an over-
voltage, interrupt the power flow to the lozA if .")s interruption is accomplished by
electromechanical means, they should not be con-s'd-arcd transient protection devices be-
cause they are inherently slow to respond.

Switching devices inherently offer greater surge-power handling capability than most
Zener or varistor types of devices. The instantineous power dissipated in a transient
protective device is the product of the surge cui:7rnt flowing through the device and the
voltage across the device. For a constant surge current, a switching device likc a spark-
gap, across which the voltage is low while in the conducting state, will have less power
released in it than a device like a Zener diode, across which the surge voltage remains
high. For a given surge-power handling capability, a spark gap will thus be smaller
physically than a Zener diode or varistor cevice.

Mother fundamental difference between switching devices (spark gaps) and nonswitching
devices (Zener diodes or varistors) relates to their recovery characteristics after the
surge has passed. If A circuit protected by a spark gap is connected to a source of
energy (a power bus, for example) the energy source must usually be disconnected from the
circuit before the spark gap can switch back from its low-impedance conducting state to
its high-impedance nonconducting state. Generally, this requires opening a circuit
breaker. A Zener diode or varistor effectively ceases to conduct as soon as the surge
voltage has passed.

All types of overvoltage protection devices inherently operate by reflecting a portion
of the surge energy to ts source and by diverting the rest into another path, all with
the intention of dissipating the surge energy in the resistance of the ground and inter-
connecting leads. The alternative to reflecting the energy is to absorb the surge energy
in an unprotected load. Reflection and diversion of the surge energy are not without their
hazards. Some are the following:

9 The reflected energy can possibly appear on other unprotected circuits.

s Multiple reflections may cause the transient to last longer than it would otherwise.
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* The spectral density of the energy may be changed, either high or low frequencies
being enhanced. Interference problems on other cir*.uits may well be increased even
though the risk of damage to the protected circuit is reduced.

Most commonly the appropriate type of transient protective device to be used depends
on the amount of surge energy to be dealt with. Generally, this energy decreases the fur-
ther away one gets from the stroke. The surge energy to be expected can also be related
crudely to the normal operating power of the circuit involved. One would normally expect
lower surge levels on low-voltage signal circuits than on medium-power control circuits,
and even lower levels than those on main-power distribution buses. Thus, one might logi-
cally use Zener diodes on individual circuit boards, varistors on terminal boards, and
spark gaps on leads running to prime entry and exit points.

There are basically four generic types of transient protective devices applicable to
lightning hardening of avionic systems. These types are gas-filled spark gaps, Zener
diodes, varistors, and dielectrics. The latter are currently in development, but the
others are readily available commercially. Each type has both advantages and disadvan-
tages.

Spark Gaps

Spark gaps are generally composed of two metal electrodes separated by a dielectric
and held at a fixed distance from each other. The gap may be sealed in a container.
Sparkover voltage is determined by dielectric composition, dersity, and electrode geo-
metry, and is also dependent on the surge voltage waveshape. If the voltage wave is

increasing rapidly, the sparkover voltage will be higher than it is on a slowly rising
voltage wave. Commercially available spark gaps frequently contain minute amounts of
tritium or other radioactive elements to reduce the dependence of sparkover voltage on
voltage waveshapes.

The advantages of spark gaps are as follows:

* They are simple and reliable.

e They have very low-voltage drop during the conducting state. When the gap is
carrying maximum current, the voltage across the gap is typically 10 to 20 V.
If more current tries to flow, the arc channel increases in diameter and holds
the same arc-drop. A low arc-drop indicates relatively lower power absorption
during the conducting phase.

o They have large power-handling capability. Gas-filled gaps have the highest
peak current-handling capabilities of any transient protection device, and
almost any gap can handle the maximum surge currents induced by lightning.

9 They have high impedance and low capacitance. The low-shunt capacity and leak-
age current characteristics of gas-filled spark gaps minimize insertion problems
for operating frequencies below I GHz.

o They provide bilateral operation, having the same characteristics on either
polarity.

The disadvantages of spark gaps include the following:

o They have relatively high sparkover voltage.

o Simple gaps do not extinguish follow current. This is a most important point
to consider if they are to be used on a power circuit. The arc must be extin-
guished by removing the voltage with a circuit breaker or fuse) or by inserting
resistance rapidly into the circuit by an additional element, such as a silicon
carbide or zinc oxide varistor. Through suitable designing, gaps can be made
self-extinguishing Cor applied voltages up to about 100 V.

o They may have a large dependence of sparkover voltage on the waveshape of the
voltage. Specifications relating to the impulse ratio or volt-time effects
should be carefully considered.

* Since spark gaps reflect more energy than they absorb, external resistive compo-
nents may be required to.minimize ringing.

Zener Diodes

This category includes all single-junction semiconductor devices such as rectifiers,
in addition to Zener diodes. While other semiconductor devices, such as PNPN devices
and bipolar transistors, may have application as surge arrestors, they will not be covered
here because of the limited pertinent data available.

Zener diodes are basically polarized devices which exhibit an avalanche breakdown
when the applied voltage in the reverse bias direction exceeds the device's specified
breakdown, or Zener voltage of the device. Operated in an opposed series configuration
diodes can be used as effective suppression devices. Since Zener diodes are designed
to operate in the breakdown mode, they usually can perform more effectively as terminal
protection devices than can signal diodes. While the energy-handling capabilities of
Zener diodes are modest iWhen compared with those of spark gaps, they are very well adapted
for protection of individual components or circuit boards.
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The advantages of Zener diodes include the following:

9 They are of small size.

9 They are easily mounted.

* They have low "firing" voltage.

* They have low dynamic impedance when conducting.

e They are self-extinguishing. When applied voltage drops below the Zener level,
they cease conduction.

e They exhibit low volt-time turnup, or impulse ratio.

The disadvantages of Zener diodes include the following:

* They may be expensive.

* They are not bilateral. To protect against both polarities, two diodes in
series back-to-back configuration are necessary.

Diodes have relatively high-junction capacitance; therefore, they may cause
significant signal less at operating frequencies above 1 MHz. Special diode
assemblies may extend the ugeful frequency to approximately 50 MHz.

e They do not switch state between a conducting and a nonconducting mode. The
voltage across the diode does not switch to a low value when conducting but
remains at the Zener voltage. This characteristic accounts for their ability
to cease conduction when the voltage falls below the Zener level, but it has a
disadvantage thermally. During conduction, the power absorbed by the diode
is the product of the current through the diode and the voltage across the
diode. The power absorbed for constant current, thus, is directly proportional
to the diode voltage.

Partially offsetting this disadvantage, however, is the phenomenon that surge
energy absorbed in the diode is energy that cannot be reflected back into the
system to cause trouble elsewhere.

9 They provide lower energy capabilities than do spark gaps. Since the Zener
action takes place across a narrow P-N junction, the mass of the projecting
junction is small and hence cannot store much energy. As a result, diode net-
works cannot be used where extremely high transient current or energy is pre-
dicted. For most hardening applications, this is not a serious limitation,
since the induced surge-current levels are in the 1 to 100 A range at those
locations where Zener diodes are most likely to be used.

* They are not available for voltages below about 5V.

* They are not normally available for voltages above a few hundred volts.

Forward-Conducting Diodes

In a forward-conducting state, a diode conducts little current below about 0.3V for
germanium and 0.6V for silicon. They can, as a result, be placed directly across a low-
voltage line and afford substantial protection.

The advantages of forward-conductingdiodes include the following:

" They are of small size.

" They are not costly.

* They provide protection at very low-voltage levels.

" They have excellent surge-current ratings.

The disadvantages of forward-conducting diodes include the following:

" They are not bilateral. For protection of both polarities, two diodes in
parallel must be used. Some vendors supply dipolar diodes for protection
purposes.

" Conduction may occur on normal signals with attendant signal-clipping and
frequency multiplication effects. Diodes must be used in series to raise
voltage levels.

" They have relatively high capacitance.

Nonlinear Resistors

This category includes nonlinear resistors (varistors) that may be characterized by
the expression

I = KVN (16)

where N and K are device constants dependent on the varistor material.

Varistors may be constructed of silicon carbide, selenium, or metal oxide. This section
will concentrate on the metal oxide varistor (Reference 9).

The advantages of metal oxide-based nonlinear resistors include the following:

e They are bilateral devices.
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They are of small size.

They are easily mounted. One common configuration is very similar in appearance

to a disk ceramic capacitor.

* They are self-extinguishing. When applied voltage drops below the voltage for
which the device is rated, they conduct very little current.

" They have an inherently fast response and low-impulse ratio.

" They provide high power-handling capability. The current- and energy-handling
capability is second only to certain types of spark gaps. This device gives a
higher ratio of energy absorbed to energy reflected than conventional gaps give.
Moreover, the energy is absorbed throughout the bulk of the material and is not
concentrated in a narrow P-N junction.

The disadvantages of nonlinear resistors include the following:

" They have low impedance and high capacitance. The zinc oxide varistor is charac-
terized by high-shunt capacity, limiting its use to frequencies below 1 MHz.
While it has a much higher idling current than have either gaps or diodes the
standby power dissipation is in the milliwatt region and is usually not a signi-
ficant limitation.

* They are not suitable for operating voltages below 20 to 30 V. Operating voltage
is proportional to material thickness. Good surge protection of low-voltage cir-
cuits would require an impractically thin piece of material.

Improvement Through Transient Coordination

Transient coordination is a concept which, when reduced to its simplest terms, im-
plies that transient control levels be assigned both to those that design electronic equip-
ment and those that design wiring to interconnect this equipment. The task that is to be
assigned the equipment designer is to produce equipment that will be able to withstand
transients on all of the input and output wiring. The transient control levels describe
the type of transients that the equipment must withstand and to which it may be subjected
as part of an acceptance or proof test. The task that is to be assigned to the designer
of interconnecting wiring is to assure that no external threat such as lightning or switching
of inductive devices, shall induce transients higher than the control level which the
avionics was designed to withstand. The control levels to which both designers must work
can be defined in terms of open circuit voltage, and source impedance, or in terms of open
circuit voltage and short circuit current.

The assignment of such tasks implies that there be a referee who assigns the appropriate
control levels and oversees the work to ensure that both designers fulfill the tasks assigned.
This referee may be called the system integrator. The transient control level philosophy is
illustrated in Figure 27. The aims are as follows:

1. To insure that the actual transient level produced by lightning (or any other

source of transient) will be less than that associated with the transient
control level number assigned to the wiring designer. The wiring designer's
job would be to analyze the electromagnetic threat that lightning would present
and to use whatever techniques of circuit routing or shielding would be neces-
sary to ensure that the actual transients induced by lightning did not exceed
the values specified for that particular type of circuit.

2. The transient design level controlling the type of circuit or circuit protection
techniques used, and assigned to the avionics designer, would be higher than the
transient control level by a margin reflecting how important it was that light-
ning did not in fact interfere with the piece of avionics under design. A margin
is necessary because any single lightning flash might produce an actual transient
level higher than the assigned transient control level, which would have been
derived for a predicted average in spite of the wiring designer's good intentions.
Prediction of actual transient levels is an imperfect art.

3. The job of the avionics designer would be to ensure that the vulnerability levels
of the equipment that he is to supply would be higher than the assigned transient
design level. The vulnerability level is that level of transient which, if ap-
plied to the input or output circuit under question, would cause the equipment
to be damaged.

There are several ways in which the levels might be set. In the first, the system
integrator would set the desired transient level, then set the required margin, which in
turn would set the transient control level. Whatever the rationale by which the system
integrator sets the transient design level, that level would become a part of the purchase
specifications and would, presumably, not be subject to variation by the vendor of the
avionics. As an alternative, the avionics designer might determine by suitable testing
the vulnerability and susceptibility levels of his equipment and provide a guarantee as to
the level of transients that his equipment could withstand. That level would then be the
transient design level. After the system integrator had set the desired safety margin, the
appropriate transient control level for the wiring designer would have been established.
One approach to the setting of margins appears in the Space Shuttle Criteria Document
(Reference 11).

The numbers that would be assigned to the transient design level probably should be
expressed in terms of the maximm voltage appropriate to a high-impedance circui
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circuit voltage) or the maximum current appropriate to a low-impedance circuit (short
circuit current). In order for the transient coordination philosophy to have most im-
pact, there should be a limited number of levels. One set of levels that has been pro-
posed (Reference 12) is shown in Table III. With each level there is associated an open
circuit voltage and a short circuit current; the two are related by a standard transient-
source impedance, shown in Figure 28 (Reference 13).

CABLE DESIGNER SYSTEM INTEGRATOR AVIONICS DESIGNER

VULNERABILITY

SUSCEPTIBILITY
THE CABLE DESIGNERS
JOB IS TO ENSURE THAT
ACTUAL TRANSIENTS DO
NOT EXCEED A WORST
CASE TRANSIENT CON-
TROL LEVEL

TRANSIENT DESIGN LBVEL

MARGIN

(TRANSIENT CONTROL THE JOB OF THE AVIONICS
LEVEL) - TCL DESIGNER IS TO ENSURE

THAT HIS VULNERABILITY. OR
SUSCEPTIBILTY LEVEL. IS
GREATER 'NAN THE
TRANSIENT DESIGN LEVEL

ACTUAL TRANSIENT
LEVEL

Figure 27 - The Transient Coordination Philosophy.

- 100y

Voc

.- 6.8 A

TABL III PROOSEDTRANSIENT CNRLLVL

'sc SOURCEE

Figure 28 - Short Circuit Current ('SC) Resulting from

a Transient Source with VOC Open Circuit
Voltage and 5011/5OiiHz Source Impedance.

TABLE III - PROPOSED TRANSIENT CONTROL LEVELS

Proposed Transient Open Circuit Short Circuit
Control Level VoltaIge Level Current Level

Number (volts) (amperes)

1 10 0.68
2 25 1.7

3 50 3.4
4 100 6.8
5 250 17

6 500 34

7 1000 68

8 2500 170

5000 340

An alternative set of levels for which some voltages are numerically equal to the
voltages in existing specifications is presented in Table IV.
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TABLE IV - ALTERNATIVE TRANSIENT CONTROL LEVELS

proposed Transient Open Circuit Short Circuit
Control Level Voltage Level Current Level

Number (volts) (amperes)

1 15 1

2 30 2
3 60 4
4 ISO 10
5 100 20
6 600 40
7 1500 100
8 3000 200
9 6000 400
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LIGHTNING EFFECTS ON AIRCRAFT: A COCKPIT PERSPECTIVE
by

J. Anderson Plumer
Lightning Technologies, Inc.

560 Hubbard Avenue
Pittsfield, Massachusetts 01201

U.S.A.

SU ARY

Lightning strikes can be expected to occur to all
types of aircraft in spite of the best efforts of
the flight crews to avoid areas where lightning and
other thunderstorm environments may be present.
Aircraft specifically intended for flight in instru-
ment flight rules (IFR) conditions may experience
more lightning strikes than those intended primarily
for use in clear weather conditions, but lightning
strikes can occasionally propagate several kilometers
from the originating charge cell and strike an aircraft
in clear air. Knowledge of the flight and weather con-
ditions during which aircraft are most likely to en-
counter strikes and some of the effects to be alert
for may help pilots react safely to these events, and
minimize the possibility of subsequent hazards. Most
strikes have occurred when the aircraft is flying at
between 3000 and 5000 meters altitude, where the
outside air temperature is within 5 degrees of 00 C
and there exists a light-to-moderate amount of precip-
itation. Strikes to aircraft have, however, occurred
at altitudes as high as 12,000m and also when the
aircraft are parked on the ground. In most cases, the
original lightning leader does not know where it will
terminate and the aircraft is struck simply because it
happens to be in the vicinity. If an aircraft ap-
proaches a highly electrified region, however, it may
actually trigger a strike, especially if the aircraft
is large and causes a significant perturbation in the
nearby electric field. Typical conditions in which
strikes have been experienced by large and small air-
craft are described, together with effects as experi-
enced by flight crews.

AIRCRAFT-LIGHTNING STRIKE MECHANISM

At the beginning of lightning-flash formation, when a stepped-leader propagates out-
ward from a cloud charge center, the ultimate destination of the flash at an opposite
charge center in another cloud or on the ground has not yet been determined. The differ-
ence of potential which exists between the stepped-leader and the opposite charge center(s)
establishes an electrostatic force field between them, represented by imaginary equipoten-
tial surfaces. These are shown as lines in the two-dimensional drawing of Figure 1. The
field intensity, commonly expressed in kilovolts per meter, is greatest where equipotential
surfaces are closest together. It is this field that is available to ionize air and form
the conductive spark which is the leader. Because the direction of electrostatic force
is normal to the equipotentials and strongest where they are closest together, the leader
is most likely to progress toward the most intense field regions.

If an aircraft happens to be in the neighborhood, it will assume the electrical poten-
tial of its location. Since the aircraft is a thick conductor and all of it is at this
same potential, it will divert and compress adjacent equipotentials, thus increasing the
electric field intensity in the vicinity of the aircraft, and especially between it and
other charged objects, such as the leader. If the aircraft is far away from the leader,
its effect on tae field near the leader is negligible; however, if the aircraft is within
several tens or hundreds of meters from the leader, the increased field intensity in be-
tween may be sufficient to attract subsequent leader propagation toward the aircraft.
As this happens, the intervening field will become even more intense, and the leader will
advance more directly toward the aircraft.

The highest electric fields about the aircraft will occur around extremities, where
the equipotential lines are compressed closest together, as shown in Figure 2. Typically,
these are the nose and wing and empennage tips, and also smaller protrusions, such as an-
tennas or pitot probes. When the leader advances to the point where the field adjacent to
an aircraft extremity is increased to about 30 kV/cm, the air will ionize and electrical
sparks will form at the aircraft exremities, extending in the direction of the oncoming
leader. Several of these sparks, called streamers, usually occur simultaneously from
several extremities of the aircraft. These streamers will continue to propagate outward
ae loc as the field remains above about 7 ky/c- (Reference 1). One of thee a
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will meet the nearest branch of the advancing leader and form a continuous spark from the
cloud charge center to the aircraft. Thus, when the aircraft is close enough to influence
the direction of the leader propagation, it will very likely become attached to a branch
of the leader system.

DIRECTION OF FIELD

+ FOUIPOTENTIA. LINES

Figure 1 - Aircraft Influence on Figure 2 - Compression of Electric
Stepped-leader Direction. Field Around an Aircraft.

When the aircraft is attached to the leader, some charge (free electrons) will flow
onto the aircraft, but the amount of charge which can be taken on is limited by the air-
craft size. Thus, the aircraft merely becomes an extension of the path being taken by
the leader on its way to an ultimate destination at a reservoir of opposite polarity
charge. Streamers may propagate onward from two or more extremities of the aircraft at
the same time. If so, the oncoming leader will have split, and the two (or more) branches
will continue from the aircraft independently of each other until one or both of them
reach their destination. This process of attachment and propagation onward from an air-
craft is shown on Figure 3.

When the leader has reached its destination and a continuous ionized channel between
charge centers has been formed, recombination of electronis and positive i(ns occurs back
up the channel, and this forms the high-amplitude return stroke current. This stroke cur-
rent and any subsequent stroke or continuing current components must flow through the air-
craft, which is now part of the conducting path between charge centers, as shown in Fig-
ure 4(a).

(a) (ci)

(b) (b)
Figure 3 - Stepped-leader Attachment Figure 4 - Return Stroke Paths.

to an aircraft. (a) Return stroke through the aircraft
(a) Stepped-leader approaching aircraft (b) No return stroke through the air-
(b) Stepped-leader attachment and con- craft

tinued propagation from an aircraft

,O. ..NIO. .. . . ....NN . .. . ... .. Il . .. ... 1 I. .
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If another branch of the original leader reaches the ground before the branch which
has involved the aircraft, the return stroke will follow the former, and all other branches
will die out, as shown in Figure 4(b). No substantial currents will flow through the air-
craft in such a case, and any damage to the aircraft will be slight.

Precipitation Static

The preceding analysis began with the assumption that the aircraft is at the potential
of its position in an electric field established by the cloud and ground charge centers.
In dry air this is correct, but if. the aircraft is flying through dry precipitation in the
form of sleet, hail, or snow, the impact of these particles on the aircraft will cause a
charge to separate from the particle and join the aircraft, leaving the aircraft with a
preponderance of positive or negative charge (depending on the form of precipitation),
thereby changing its potential with respect to its surroundings. This phenomenon is known
as triboeZectric charging and has been extensively studied by Tanner and Nanevicz, and
others (Reference 2). It is commonly referred to as precipitation static, or P-static.

The P-static charging process is easily capable of raising the aircraft to a poten-
tial of 50 kV, or more, with respect to its surroundings, a charge sufficient to cause ioni-
zation of sharp extremeties. The ionization radiates broadband electromagnetic radiation
(EMR) throughout the low- and high-frequency spectrum. This EMR is often received as in-
terference, or static, by the aircraft communications or low-frequency automatic direction
finding (LF-ADF) receivers.

The EMR results from a continuous series of minute streamer-like discharges of ionized
air in the immediate (i.e., 10 cm) vicinity of sharp extremities. These discharges also
produce a continuous ultraviolet glow visible at night and called St. Elmo's Fire or
corona.

P-static discharging (corona) will occur initially from the sharpest extremities,
where the surrounding field first reaches the ionization potential for air. If more P-

static charge enters the aircraft than is bled off by the discharges at these extremities,
the aircraft potential will increase until the field surrounding extremities of large radii
also becomes intense enough to ionize air. Thus, as the aircraft potential increases, the
radiated EMR from static discharging becomes more intense, and so does the associated
static in communications receivers.

P-static persists for as long as the aircraft is being charged by impact with dry
precipitation, such as sleet or snow. It is rarely reported in rain. It is thus a con-
tinuous phenomenon lasting from several seconds to many minutes. Once the aircraft has
left such a region, the static in communications receivers quickly clears up, and the air-
craft potential reverts to that of its surroundings-established again by its location in
the ambient cloud-ground electric field. Because of its low capacitance, an aircraft
cannot retain enough P-static charge to produce a startling flash of several meters (or
more) in length or a loud report, such as is often heard when lightning strikes the air-
craft. Nevertheless, pilots often report a "static discharge" from the aircraft, and pro-
ceed to describe the symptoms of a lightning strike: i.e., a long, bright flash or spark
extending outward from the aircraft, usually accompanied by a loud report, such as that
which would be produced by a shotgun going off outside the cockpit.

Thus, the P-static process cannot contribute much to the formation of a lightning
leader or to the process of leader attachment to an aircraft. It is true that an approach-
ing streamer is most likely to attach to a point from which an opposing streamer has
developed, but the intense field produced by an advancing leader would overcome that pro-
duced by the P-static process and draw streamers of its own from most locations where P-
static discharges were occurring.

The P-static discharging process may be intensified when the aircraft is in a region
where the ambient electric field is relatively intense, as is the case when a lightning
flash is imminent. When the flash occurs (whether or not it intercepts the aircraft), the
main charge centers are neutralized and the field collapses, thereby reducing the intensity
of P-static discharging. This is the reason that pilots frequently report that P-static
interference gradually intensifies until a lightning flash occurs and then diminishes in-
stantaneously. This experience reinforces the pilot's impression that the flash is a sud-
den static discharge from the aircraft alone. For this reason P-static interference should
be looked upon by pilots as an indicator that a lightning strike may be imminent (i.e.
within a few seconds or minutes). P-static interference is, in fact, reported prior to
the lightning strike in about half of the lightning strike incidents described in recent
airline lightning-strike reports (Reference 3).

Aircraft Triggering of Lightning Strikes

A question that is often asked is whether an aircraft can initiate or trigger a light-
ning strike that would not have occurred if the aircraft were not present, or at least
would not have occurred at that time if the aircraft had not been present. While there is
insufficient scientific data upon which to base a conclusive answer to this question, the
following factors suggest that the aircraft does not often trigger 3 flash.

1. Aircraft often fly through electrified regions without being struck, while
lightning flashes are occurring nearby.
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2. The stepped-leader must begin from a charge source capable of furnishing it
with several coulombs of charge. Thus, the potential (voltage) of this center,
and the surrounding field intensity, would seem to be much greater than that
about an aircraft, leaving the implication that, unless the aircraft is very
close to the charge center, it can have little influence on the surrounding
field or on the process of leader initiation.

3. Laboratory breakdown tests of long high-voltage air gaps, thought to be similar
to lightning leader formation, show that initial ionization always begins at
one of the electrodes and not from an object suspended in the gap (Reference 4).
Such an object significantly influences the voltage level at which breakdown
begins only if it is close enough to one electrode to influence the field about
this electrode.

It is more probable that the aircraft does not become involved until after leader
propagation has begun. If the leader happens to approach the aircraft, the field intensi-
fication produced by the presence of the aircraft becomes much more significant, and the
leader may now be attracted to the aircraft.

There is some evidence (Reference 5) that jumbo jet vwide-body) aircrait do trigger
their own flashes, but this is not yet conclusive, since accumulated flight hours are not
yet as great as those for conventional aircraft. If large-body aircraft are in fact
triggering flashes, it is probably because their larger sizes make a more noticeable per-
turbation on the electric field near the cloud charge centers from which leaders begin.

The aircraft motion has little influence on the propagating leader because the air-
craft is moving much slower, about 102 m/s, than the leader, which is advancing at 105 to
106 m/s. Thus, the aircraft appears stationary to the leader during the leader formation
process.

Swept Strokes

After the aircraft has become part of a completed flash channel, the ensuing stroke
and continuing currents which flow through the channel may persist for up to a second or
more. Essentially, the channel remains in its original location, but the aircraft will
move forward a significant distance during the life of the flash. Thus, whereas the ini-
tial entry and exit points are determined by the mechanisms previously described, there
may be other, subsequent, attachment po'its that are determined by the motion of the air-
craft through the relatively stationary flash channel. In the case of a fighter aircraft,
for example. when a forward extremity such as the pitot boom becomes an initial attachment
point, its surface moves through the lightning channel, and thus the channel appears to
sweep back over the surface, as illustrated in Figure 5. This occurrence is known as
the swept-flash phenomenon. As the sweeping action occurs, the type of surface can cause
the lightning channel to attach and dwell at various surface locations for different peri-
ods of time. If part of the surface, such as the radome, is nonmetallic, the flash may
continue to dwell at the last metallic attachment point (aft end of the pitot boom) until
another exposed metallic surface (the fuselage) has reached it; or the channel may punc-
ture the nonmetallic surface and reattach to a metallic object beneath it (the radar dish).
Whether puncture or surface flashover occurs depends on the amplitude and rate of rise of
the voltage stress created along the channel, as well as the voltage-withstand strength of
the non-metallic surface and any air gap separating it from enclosed metallic objects.
When the lightning arc has been swept back to one of the trailing edges, it may remain
attached at that point for the remaining duration of the lightning flash. An initial
attachment point at a trailing edge, of course, would not be subjected to any swept-stroke
action.

T,1 2  T
n  

FLASH
S CHANNEL

T
1 T 2  

T%

Figure 5 -Typical Path of Swept-flash Attachment Points.

The aircraft cannot fly out of, or away from, the channel. This is because the poten-
tial difference between charge centers (cloud and earth or another cloud) is sufficient to
maintain a very long channel until the charges have neutralized each other and the flash
dies. The aircraft is a very small (and highly conductive) part of the channel and cannot
move sufficiently far away from the vicinity of the channel to become detached from it
during the brief lifetime of a lightning flash.

From the cockpit perspective, the sweeping channel may appear as a swirling, luminous
column stretchin$-alongside the cabin and extending away from it, toward the region from
whence it came. When the return stroke and subsequent strokes pass through the channel,
a very bright flash and loud bang may be experienced in the cockpit. The flash may cause

temporary blindness of the eyes, for periods of up to 30 seconds, especially if the strike
occurs at night. The experiences of several pilots are illustrative of these effectst

- ' *. . . .. •s -t. ,
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"I will describe two events briefly, the first in 
an old prupeller plane in

extreme turbulence--the second event more recent in smooth air in a modern 4-engine
jet.

1. The date: about 1953, aircraft type: DC-6B (4 piston engines), no radar,
aircraft in scheduled passenger/belly freight configuration. Time: early afternoon
Place: over Garden City, Kansas. Cloud condition: line of building cumulonimbus,
bottoms perhaps 6,000 to 8,000 ft. tops 30,000 ft. plus. Crew: two pilots, I flight
engineer.

The event: aircraft in 'clean' configuration entered large building cumulonimbus
clouds. In the first few seconds only a few minor bumps and some frost and ice on
the windshield occurred. The aircraft then 'hit' a wall of hail. Noise of the hail
made cockpit communication dependent upon shouting. Aircraft attitude longitudinally
was to a degree maintained by almost full fore and aft elevator movement with the
help of full to idle power on all four engines. Aircraft altitude rose from an entry
altitude of 16,000 ft. to an exit (from the cloud) altitude of 24,000 ft. During this
forward and upward transit thru the cloud the aircraft 'rolled' around its longitu-
dinal axis several times from about 10 degrees beyond the vertical each way, this in
spite of full aileron input to prevent thisAirspeed was able to be bracketed approx-
imately between 100 and 200 MPH. Hailstones were marble-size.

Electrical phenomena: During the entire transit thru the hail (perhaps 3 to 4
minutes), I noticed that a redish lightning discharge off the nose area kept recurring
approximately every 2 to 3 seconds. As we began to fly out of the cloud and the hail
began to let up, the discharge frequency abated. No discharge noise or anything audi-
ble associated with the discharges could be heard above the roar and general commotion.
No damage, burn or tear or puncturing occurred. Our metro later reported a tornado
over Garden City at the time we transited the cloud although we surely didn't encounter
the funnel.

2. The date: about 1974, aircraft type: Boeing 707 (4 jet engines), with radar
aircrart in scheduled passenger/belly freight configuration, on a ferry flight. Time:
early evening, Place: between Philadelphia and Washington, D.C. heading toward N.Y.
Cloud conditions: a line of low-level thunderstorms with small 'do-nut' defined centers(on radar) with bottoms perhaps 5,000 ft. and tops perhaps 29,000 ft. Crew: 2 pilots

and I flight engineer. Being dark there was visible lightning, mostly cloud to cloud
but some cloud to ground.

The event: aircraft in 'clean' configuration at an approximate altitude of
18,000 ft. entered a cloudy area between two active small cells. The aircraft speed
was about 230 knots indicated. As we entered the cloud the windshield lit up with
dancing static. The air became quite sirooth and suddenly a large blue glow appeared
off the nose. Lifting my seat so I could better look down onto the nose area, I saw
the typical big 'bushel basket' of shimmering pale blue (corona) collecting onto the
radar dome. I immediately lowered my seat and squinted my eyes and told the two
pilots to 'watch your eyes, sometimes this "goes off" with a big spark more than
once.' I had no more than said this when the big flash went off. The noise inside
the aircraft was a big 'grunt' or 'whump' , as though the aircraft had been mounted
by an elephant. I asked, 'Is everyone all right?' The co-pilot, who had been fly-
ing the aircraft on instruments and who had been hunched down, responded that he was
O.K. I glanced at the navigation instruments and they all agreed (on some of our
707's, an iron piece above and between the windshields sometimes becomes magnetized).
The captain who had his seat raised and had been looking out and down onto the (corona)
when it went off turned about in his seat and said that he couldn't see anything.
(His normal vision returned in about 30 seconds). He later mentioned that he had
never seen such a static build-up before and wanted to get a good look at it. We
shortly thereafter flew out of the clouds and the static build-up did not recur.
Maintenance at JFK had the aircraft out of service for 2 to 3 days replacing popped-
out small inspection panels, many itt the empennage area.

In general:

1. Electrical discharges occur both in rough/violent as well as smooth. air,
amidst hailstones, or dry ice crystals.

2. There may or may not be electrical discharge damage or magnetizing of
parts of the aircraft or affectation of compass type instrumentation.

3. Squinting one's eyes and slightly lowering them into the cockpit (at
night) will give more than enough protection against the sudden 'bright-
ness' of any discharge.

4. Protecting one's eyes during daylight flight is not necessary.

5. There is aloud 'whump' inside as the charge discharges and an 'arcing'
sound out front. (The 'whump' around me and the big flash both simul-
taneously occur.) I simply seem to be 'aware' that the spark made an
arcing sound at the same instant -- (like striking an arc with an
electric welder).
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6. Reports from passengers say that immediately before a discharge,
the trailing edges of wings, flaps, etc. were pouring off electrical
'fire'. (This report was made at night time.)

7. Aside from the aspects of electrical display: any pod-slung air-
craft flying through an area of thunderstorms on radar is in a risky
regime at best. A pod-slung aircraft having lost its radar in a thun-
derstorm area is in immediate grave danger due to its inability to
stay together in violent turbulence found inside the typical 'electri-
cal storm' or thunderstorm", (Reference 6).

"On December 14, 1972, about 2:30 a.m. I was flying at 11,000 feet in
moderate rain at about 00 C. We were on instruments and in clouds. The
screws on my windshield bar were discharging corona both left and right for a
distance of about six inches in a near horizontal pattern. As the rain struck
the windshield, bright discharges came down the windshield from the top metal
fuselage edge to the base, in opposition to the rain drops. I had never wit-
nessed the phenomenon but my copilot, an airline pilot, said he had seen the
phenomenon several times before.

Our attention was directed to the tail of the airplane, a Twin Comanche,
which was bathed in white light. I thought at first we must be above the
overcast in moonlight; however, this was not the case. The entire back of
the airplane, including the tail surfaces, were illuminated with a steady
white light as if under powerful white incandescent lighting. This light

grew in intensity just prior to running into heavier precipitation, at this
time sleet. The light did not pulsate. If corona was discharging off my
wicks, it was not visible from my cockpit position. No discharges were com-
ing off the wing wicks. My copilot had never before witnessed this phenom-
enon.", (Reference 7).

"It was a ferry flight to Farragut, ID. Enroute there were many scat-
tered thunder showers. As we approached Billings, Montana, the build-up
was becoming more and more noticeable. We had severe radio static. Communi-
cation was impossible with Billings. To reduce static somewhat I reduced RPM.
That was when we were struck directly on the nose section. Seconds of just
blank, then a hurried look at gauges, radios, instruments and personnel.
The Radio Operator said a ball of flame passed down the isle through the door.
The passenger said the ball of flame about the size of a basket-ball rolled

down the isle even with the right wing, out through the fuselage, down the
wing and off the tip. After landing at Billings the aircraft was checked
completely for any skin damage. None was found, but there was 70 ft. of
trailing antenna burned off the radio station spool.

Although this is thirty-five years late, I can say a lightning strike,
(experienced from the cockpit) will leave a permanent impression as well as
respect for the same", (Reference 8).

SYNOPTIC METEOROLOGICAL CONDITIONS OUTSIDE THE COCKPIT

The experiences discussed thus far right imply that an aircraft must be within or
very near a cloud to receive a lightning strike and, since electrical charge separation
is associated with precipitation, that most strikes would occur when the aircraft is
in regions of precipitation. Strike incident repo ts show that these conditions often
do exist, but other lightning strikes occur to aircraft in a cloud when there is no
evidence of precipitation nearby, or even to aircraft flying r' clear air a supposedly
safe distance from a thundercloud. Regulatory Agency and operator advisory procedures in-
struct pilots to circumvent thunderclouds or regions of precipitation evident either
visibly or on radar, but strikes to .ircraft flying 40 kilometers (25 miles) from the
nearest radar returns of precipitation have been reported. Occasionally a report of a
"bolt frort the blue" with no clouds anywhere around, i, received It is highly improb-
able, however, that these reports are correct because it does not seem possible for
electrical charge separation of the magnitude necessary to form a lightning flash to
occur in clear air. In most well-documented inciJents, a cloud is present somewhere
(i.e. within 40 kilometers)when the incident ,ccur,

Perhaps of most interest to pilots are the area wather conditions which prevailed
at the time of reported strikes. There is no univer- lata bank for this type of data,
but a useful summary has been made by H T Harrison kel,,rcnce 9) of the synoptic meteor-
ological conditions prevailing for 90 United Air I.ines lightninv-strike incidents occur-
ring between July 1963 and June 1964. Table I lists the synoptic tvne Ind percentage of
incidents (, number of cases) occurring in each type Exariples of the most predominant
synoptic conditions are presented in Figure 6 (a), (b), (c), (d), and (e) (Reference 10).
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Table I - SYNOPTIC TYPES INVOLVED WITH

99 ELECTRICAL DISCHARGES

JULY 1963 to JUNE 1964

Synoptic Type Percentage

Airmass instability 27

Stationary front 18

Cold front 17

Warm front 9

Squall line or instability line 9

Orographic 6

Cold LOW or filling LOU 5

Warm sector apex 3

Complex or intense LOW 3

Occluded front I

Pacific s. :ge I

(a) N (b)
S1A 1 I 105 (1i

'L .02%)ost00d7

INOBLIT , Aircra WhAen SAtcNk

: " PSB

" % .l~!, SQUALL LN O

" ' , t :, ;9% 7/a/6,3-

headds th n sr rort i Figure 6 Examples of Most Frequent

de r Conditons when Aircraft
() bon Have Been Struck. Tip ofkvv,'i' F~tL 20 (1%) , Arrow Indicates Position

; ,'% ,< ,, N,,, , /4 /4 4 W AR , , FRON/T o f A i r c r a f t W h e n S t r u c k .

Harrison has summarized this data by saying that any conditions which will cause
precipitation may also be expected to cause electrical discharges (lightning), although

he adds that no strikes were reported in the middle of warm front winter snowstorms.
Data repoting projects of Plumer and Perry (Reference s a) show that lightning strikes
to aircraft in the United States and Europe occur most often during the spring and

summer months, when thunderstorms are most prevalent.

It is also important to note that many strike incidents have been reported where

no bona fide thunderstorms ha-'e been visually observed or reported. The United Air
Line- flight crews stated that no thunderstorms were reported in the area in 42%. of the

lighLning strike incidents documented in the aforementioned summary, as shown in Table II.

TABLE 11 - PERCENTAGES OF STRIKE INCIDENTS

Thunderstorms Reported in Vicinity 33%.

Thunderstorms Reported in General Area 24%

No Thunderstorms Reported 42%

http://www.abbottaerospace.com/technical-library


10-8

Figure 7 shows the immediate environment of the aircraft at the times of the 214
strikes reported in the project of Plumer and Hourihan (Reference 13). In over 80% of
the strikes reported, each aircraft was within a cloud and was experiencing precipitation
and some turbulence. With precipitation present, turbulence is to be expected, since
vertical air currents acting against precipitation are thought to be the cause of elec-
trical charge separation.

CtOUUS PRECIPITATION

100 -IOWU

IN A CLOUD 8

80 80

60 60 RAIN

40 E 40- SLEET
OR

IN HAIL
20 THE 20 NONE

CLEARO 
SNOW

S20TURBULENCE
100

80
LIGHT

% 60

40

20 NONE
HAY

Figure 7 - Environmental Conditions at Time of Strike.

Incident reports also show that most aircraft strikes occur when an aircraft is
near the freezing level of 00 C. Freezing temperatures (and below) are thought to be
required for the electrical charge separation process to function. Of course, strikes
to aircraft at temperatures higher than + 10°C have occurred when the aircraft was close
to (or on) the ground, where the ambient air temperature may be as high as about + 25'C,
and strikes at temperatures below 0°C have occurred at high altitudes.

EFFECTS IN THE COCKPIT

Avionics and Electric Power Systems

In most cases the only noticeable effect of lightning currents having passed
through an aircraft are the small pit marks left where the lightning flash attached to
the aircraft. There may be some effects on flight instruments or other avionic systems
and pilots should be aware of these possibilities.

For example, if there is a pitot tube on the nose radome, as is the case on most
fighters, the probe is attractive to lightning. Usually the pitot probe is grounded to
the airframe by a wire inside the radome. Sometimes this ground wire is too thin to
carry severe lightning currents and it has exploded on several occasions, with damage
similar to that of Figure 8. Sometimes the aluminum tubes which bring pitot static pres-
sure back to the instruments have acted as the ground conductor, but the intense magnetic
fields surrounding lightning currents often crimp such tubes, cutting off instrument air.
To make matters even worse, the power cord which brings electric power out to the probe
heater may also be exposed to the lightning magnetic fields. These fields may induce
severe surge voltages in the heater power circuit. Since the heater is usually powered
from the aircraft's essential power distribution bus, other equipment powered from this
source is exposed to the same surge. The immediate result has been damage to a variety
of other electronic equipment and has led, in a few cases, to loss of the entire aircraft.
Much more is known today about how to protect against these effects, so that radomes and
pitot systems in the aircraft now being built are not likely to be as vulnerable. The
consequence of these effects may be loss of instruments that depend on pitot probe air
data, and disruption of other electronic systems that receive power from the same source.
Pilots should be aware of these consequences after strikes to the nose or other locations
where instrument probes are located.

Because they are usually located on wing tips or other extremities, navigation
lights are also frequently struck by lightning. Normally, the flash attaches to the metal
lamp housing and does little damage, butonce in a while it will break the globe and light
bulb, exposing another path whereby lightning currents may enter an aircraft's power dis-
tribution system. This, like the probe heater situation described above, is another of
the more hazardous lightning effects for it may cause loss of instruments or communication
equipment needed in bad weather. The circuit breakers for this equipment will usually pop
but not before the lightning surge has already passed by and caused whatever damage it may
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Figure 8 -Lightning Damage to Pitot Probe Instrutment Air
W Tubes and Heater Power Harness.

Surge arrestors are available to suppress Those surges before they get this far, hut
until recently they have not been incorporated in most. aircraft electronic systems.
'.,hen circuit breakers pop during a lightning strike event the flight crew should try to
reset them, hut should also he awo-re that some equipment may already by damaged.

As discusseu earlier, precipitation static chargiJng and/or discharging phenomena
may also a-company lightning strikecs. This phenomena, commnonly called "P-static",
occurs when an aircraft is flying through rain, sleet, hail, or snow. The impact of
these particles en the aircraft causes a charge to separate from the particle an,! join
the aircraft, leaving the aircraft with a preponderance of nos~tive or negative charge
(depending on the form of precipitation) and thereby elevating its potential with re-
spect to its surroundings. Since the aircraft has capacity for only a small amount of
this charge, some of it will begin to leak off in the form of ionizatiin at sharp ex-
tremities. This ionization continues as lone as thie -iircraft is flying in P-static
charging conditions (precipitation) and is visible as a bluish corona (St. Eline's fire)
at night. Unfortunately, this ionization radiates broadband electromagnetic radiation

A(EMR) throughout the low and high frequency raidio hands. This EMR is often received
as interference, or "static" by the aircraft communication or low-frequency automatic
direction finding (LF-ADF) or commrunication receivers, and may render this ecluipment
temporarily unusable. The static dischargecs usually found on tips and trailing edges
reduce this interferrnce by making it easier for the charge to leave the aircraft, but,
they are not always 1007, effective, especially in he;avy Precipitation. Since the condi-
tions that produce P-static may also produce lightning, a strike should he considered
possible when P-static occurs.

Engine Effects

Flameouts or compressor stalls of fuselage-mounted engines of military fighter and
other small aircraft must also he expected when lightning strikes occur. For example,
from a recent group of 10 strikes reported to business-jet aircraft in the 1IS. (Refer-
ence 13) four resulted in flameout of one engine and a fifth caused both engines to stop
It was possible to re-start the engine in flight in all but two of these instances, in
which restarts were not pssihl' until after the aircraft h,. landed. The aircraft that
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lost both engines was struck at 31,500 feet and in spite of repeated attempts, the engines
would not start again until the aircraft had descended to 13,000 feet. One instance of a
turbo-prop engine flaming out has also been reported, with an in-flight re-start being
obtained shortly afterwards.

Study of these incident reports and discussions with the operators involved reveals
that the engine flameouts are probably caused by the disruption of inlet air which results
when the hot lightning channel is swept in front of an engine as illustrated in Figure 9.

Figure 9 - How a Lightning Strike Causes Engine Flameouts.

Lightning flashes, of course, initially attach to extremities such as the nose or wing
tips, but since the aircraft is moving, the lightning channel will become elongated and re-
attach to other spots aft of the initial attachment point as illustrated in the insert of
Figure 9. Items mounted on the fuselage, including the engines, may thus be exposed to the
lightning channel even if they are not struck in the first place.

A typical lightning channel is a long, tortuous column of luminous, electrically con-
ductive air. It may be a foot or more in diameter, and at its center, temperatures as high as
30,000°K and pressures of many atmospheres may be reached. This channel may disrupt the
orderly flow of air into a small jet engine, sufficient to cause a compressor stall or flame-
out. The reasons that lightning-related engine flameouts do not occur to transport category
aircraft with fuselage-mounted engines are (1) that the flash has died before being swept
the longer distance back to the engine intakes, and (2) that the intakes themselves are
larger and a flash might not disrupt sufficient air to stall the engine.

Some operators have considered whether the engine flameouts might be due to a lightning
related disruption of electric power or to some other indirect effect of the lightning
strike. Since no damage to engine electronics or fuel pumps has been reported it appears
that such effects are not the cause. Also, while loss of electric power was indeed reported
in a number of incidents, they don't happen to be the ones that involved engine flameouts.

The difficulty in obtaining inflight re-starts after these flameouts may be the result of
flooding, since precipitation was also reported in four out of the five incidents. Rain was
reported in two of the three cases of re-start difficulty.

As for protection against flameouts, there is no protective device or design change
presently known that would improve the situation, although these incident reports have
prompted researchers to begin discussions of how the effect might be simulated in the labora-
tory - a first step toward learning more about the intensities of temperature and overpres-
sure required to disrupt these engines, and the extent to which they are related to engine
power settings. Fortunately, some comfort can be derived from the fact that in most cases
only one engine flames out. This is logical because the lightning flash usually sweeps
along only one side of the fuselage. In the case where both engines flamed out, the strike
must have swept along both sides at once. In this case the lightning strike must have en-
tered one side of the fuselage and exited from the other side, as shown in Figuie 10.

Therefore, at least until more is learned about the flameout problem, the best advice
for operators of small aircraft is:

" Be aware that lightning may cause flameouts (to turbo-props as well as turbo-
jet aircraft)

" Avoid areas of heavy precipitation, and

* Be familiar with in-flight re-start procedures
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Figure 10 - Possible Cause of Dual Engine Flameouts.
9 The strike enters one side and

exits from the other.

Personnel

The most hazardous effect that cockpit or cabin occupants are likely to receive from
a lightning strike is temporary blindness from the bright flash, if the strike occurs near
a window. This blindness usually (but not always) occurs at night and may persist for up
to 30 seconds, during which time it may not be possible to read flight instruments. If
there are two pilots, one may minimize this problem by keeping his eyes lowered and
focused on instruments when flying in an electrified region. Increasing the intensity of
instrument lights may help in reducing eye sensitivity before the flash occurs, thereby
making the instruments easier to regain afterwards.

Some pilots also report receiving a mild electric shock when lightning strikes occur,
especially when positioned beneath a buble-type canopy. Since most cockpits are fabri-
cated of conducting .iaterials, the electric potentials of objects in the cockpit remain
very nearly the same with respect to one another - even during the lightning strike - and
pilots are not in danger of being electrocuted. The strong electric fields which can pass
through the canopy or windows as the leader approaches, however, may give rise to streamers
from the pilot's helmet or shoulders, causing a slight shock if the currents which feed
these streamers pass through his body. Just as often though, the shock is simply his
startled reaction to the loud bang accompanying the strike.

The effects on occupants may be much more serious, however, within a non-metallic
airplane, such as a glider. In such a craft, the control cables may be the only electric
conductors present and may place the pilot in a direct.path between lightning attachment
points, with fatal consequences.
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BASIC PHENOMENOLOGY OF ELECTRICAL DISCHARGES AT ATMOSPHERIC PRESSURE

by Joseph TAILLET

Office National d'Etudes et de Recherches Arospatiales (ONERA)

92320 CHATILLON (FRANCE)

SUMMARY

Starting from a short reminder of a few fundamental laws of plasma physics, the mechanism of
the three types of discharges induced by static charging (spark, corona and surface streamers) is descri-

bed in detail. From this mechanism, the radioelectric noise emitted by these discharges is predicted.

This lecture is intended for an introduction to the analysis of the disturbances produced by

th'is radiation and to the study of hardening methods, which constitutes the subject of an associated

lecture of the sa7.e series.

I - INTR9DUCTION

1.1 - Aim of the lecture

When an aircraft is subjected to static charging, noisy disturbances are experienced in its
rsdocommunicaticn and radionavigation systems. Even if the related noise is called "static" in technical

jargon, the associated energy is electromagnetic and not electrostatic in the strict sense. As a matter
of fact, it is the transformation of the electrostatic energy stored over the aircraft surfaces into

electromagnetic energy, as a consequence of the initiation of a gas discharge, which produces the distur-
bances.

This is why it has been found interesting, before studying the disturbances experienced in

flight by the aircraft avionic systems and the various methods of alleviation (or suppressicn)of these

disturbances to review in their broad lines the physical characteristics of electrical discharges
resulting from aircraft charging.

1.2 - Gas disc~arges at liw and high pressures

When the electric field applied to an air gap exceeds a threshold value, the gaseous insulation

breaks down and an electric Lurrent bridges the gap. The passage of electric current through gases is a

consequence of ionization, i.e transformation of neutral molecules or atoms into ion-electron pairs,
under the influenne of collisions with electrons, photons or fast neutral particles. The study of electri-
cal discharges in gases deals with the collective properties of ionized gases, which depend both on a number

of elementary reactions bFtween the species present and on statistical exchanges of momentum, energy,

electric charge, electric cirrent, heat flux, etc... within the fluid. The behaviour of conventional elec-

trical discharges at low piessure is well known ; the behaviour of the very inhomugeneous discharges at
high pressure is still largely unexplained. The electrical discharges of interest to us are produced in

air at atmospheric or subatmospheric pressure, and, in this range, the phenomena are well described, but

quantitative analysis is lacking ; nevertheless, a good feeling for the essential rules which explain
their evolution can be gained from the knowledge of low pressure discharges and from the consideration of

some scaling parameters. These scaling parameters are pd, the product of the gas pressure by the gap
width and E/p, the ratio of the electric field to the gas pressure. The first parameter is used to define

low pressure (pd < 600 MKSI) and high pressure discharges (pd > 600 MKSI). The second parameter is

characteristic Df the energy given by the electric field to the electron population of the gas discharge,
and, consequently, of the state of ionization of the gas. When temperature is taken into account, p shall
be replaced by n, number density of gas particles.3] C2] [3] [4].

1.3 - isr'argns lJ e to aircraft .charging

Fig. 1 - Discharges resulting from
aircraft charging.

1) - Spark.

2) - Corona
3) - Surface streamer.
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Three types of discharges can result from aircraft charging (Fig. 1)

I - Sparks, flashing between conducting bodies at different potentials.

2 - Coronas, produced on conducting points or edges with a small radius of curvature.

3 - Surface streamers, flashing over insulating surfaces.

The scope of this lecture is to analyze the physical mechanism of these three types of dischar-

ges, in air and near atmospheric pressure, and to dedice from this mechanism their electromagnetic radia-

tion in order to predict the disturbances to be expected from their interference with the communication

and navigation systems.

1.4 - Genera! pr parties if i-nized gases

This paragraph is intended for defining the usual terminotogy used in gas discharge studies, and

for stressing the fundamental mechanisms and the essential properties relevant to discharges due to air-

croft charging. (i] [5]

1.4.1 - Elementary phenomena (Fig. 2)

3 >Z3 1 3o Q)QiS Fig. 2 E Elementary phenomena
Schematic representation of

some elementary phenomena
4 7a) - Ionization by electron

+ (impact.
b) - Photo-ionization.(a)(b) (c) c) - Attachment.

I d) - Excitation.

21 u) - Photo-detachment.

f) - Recombination.

XLg) - Os-excitation.

3I I ) - Primary electron.3  6k42) - Secondary electron.

0) G! 3) - Neutral.
4) - Positive ion.

33 5) - Excited neutral.
6- 3 6) - Photon.

7) - Negative ion.

2 (g)(e) (f)

The charge carriers in ionized gases are the electrons, the positive ions and the negative ions.

The positive ions are produced when a milecule or an atom loses by ionization one or several electrors,

as a consequen, e of a collision with an electron or with a photon (photo-ionization). Electron collisions
are usually the main source of ionization in low and high-pressure gas discharges. The negative ions are
produced by attachment of an electron to an electronegative molecule or atom (02 0, SF6, l,... are
electronegative species). The reciprocal of ionization ib recombination, and the reciprocal of attachment

is detachment. They are classified as elementary phenomena, since they are produced by reaction of indi-

vidual particles (electrons, ions, photons or neutrals).

Other elementary phenomena of interest for our problem are excitation of atoms or molecules by
electron collisions, and radiative de-excitation . Excitation brings the molecule to an excited vibra-
tional state, ind the atom or the molecule to an excited electronic state. De-excitation brings the mole-

cule or the atom back to the ground state or to a lower state of excitation. It can be collisional or
radiative. Collisional excitation, followed by radiative de-excitation and photo-ionization plays an impor-

tant role in streamer propagation. Radiative de-excitation and radiative recombination are the two sources
of the visible radiation emitted by gas discharges.

1.4.2 - Diffusion and drift (Fig. 3)

[n the ionized gas, the electrons and the ions are subjected to diffusion and drift. Diffusion

is a stochastic migration of particles from a region of high number density to a region of low number
density, which in accounted for by kinetic theory. Diffusion is particularly important for light particles.

such as the electrons, which have a high thermal velocity (random velocity, due to the kinetic energy
corresponding to their temperature). This is why, when positive icns and electrons are produced, the elec-
trans have the tendency to diffuse and the positive ions to lag behind them. Drift is an ordered motion of

charged particles under the influence of electric forces. For a given electric field, drift velocity is
prop rti nal t,, the mobility of the charge carriers, a quantity itself proportional to their charge and

inversely prtpurti nal to their mass and to their collision frequency with the neutral particles.

If in electron is introduced in a gaseous medium subjected to a high electric field, the
electron is accelerated and produces an ion-electron pair by collision with a neutral atom or molecule.
The secondary electrons drift away and ionize in the same way as the parent electron : a multiplication

of which is alled the avalanche charge carriers is produced by this mechanism. The ions stay relatively
at rest whereas the electrons drift and pile up at the avalancoe head, which progresses towards the anode

and diffuses laterally as a function of the free diffusion coefficient of the electrons (Fig. 4).
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1.4.3 - Elastic collisions and energy exchange

At atmospheric pressure, the collision frequency with the neutral particles is very high

between two collisions, neutral and charged particles have a mean free path of a small fraction of a

micron ; the collisions of interest here are the elastic collisions between two particles, characterized

by exchange of momentum and ccnservation of total kinetic energy ; collisions inducing an elumentary

reaction (excitation, ionization, etc...) are called inelastic and do not conserve total kinetic energy.

An elastic collision with a neutral particle is very similar to a collision of two hard spheres (Fig. 5)

for example, an electrun, having a much smaller mass than the atoms and molecules, rebounds elastically

in such a collision and exchanges essentially no energy with the gas particles ; an ion, having the

same mass, will rapidly share its kinetic energy with the neutrals.

0
S a b

Fig. 5 - (a) - Hard spheres collision and (b) - Coulomb collision.

1.4.4 - Space charge effects : first transition

When the number density of the charged particles in an ionized gas is sufficiently high, the motion

of the charge carriers is controlled not only by the externally applied electric fields, but also by the

electric fields due to the presence of space charge (Fig. 6a). This space ch-arge is defined by

o=e (n -n-)

where n
+ 

and n- are the number densities of the positive and negative charge carriers, and e is the elec-

tronic charge (in this formula, the ions are supposed singly charged).

The space charge electric field E--is defined by the Poisson equation

CO

where E0 is the free space permittivity.

An important consequence of the existence of space charge electric fields is the modification

brought to the diffusion regime. When the electrons are diffusing, they leave a positive space charge of

ions ; if this space charge is sufficient, the attraction exerted on the electrons slows down the diffu-

sion : free diffusion is then replaced by ambipolar diffusion, which is slower. The charged particles

number density-spatial distribution is then as follows : the center of the ionized volume is a plasma,

characterized by n
+ 
= n, surrounded by a sheath of positive space charge left over by the departed elec-

trons (Fic. 6b) ; in the asymptotic case of no collision (very low pressure), the thickness of this sheath

is related to a specific length called the Debye radius, which is the distance needed by an electron

originally having the thermal velocity to be stopped by a space charge 0 = ne+. Sheaths are formed in par-

ticular at the boundary between gas discharge and wall or electrode.
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From the above fundamental principles, one can deduce that a first transition appears in gas

discharges when a threshold is reached above which space charge plays an important role.

1.4.5 - Coulomb collisi:.ns and heating : Second transition

A second transition ippears in gas discharges if the number density of the charged particles is

further inceased. In the above descriptici. of elastic collisions, we P . gleteo 'le ir -range elec-

trostatic forces between charged particis (not the macroscopic forces resultinq from soace charoe, and

accounted for by rhe Pissin equation, but the individual attractise and repuisi c f res due m'tual in-

teractions of ions and electrons). These forces increase as the charged particles appr ac each t: and this

bihavicur appears as a new type of collision,which is called Cculom colliioiri(Fi.5) . The cross sectior of

Culomb collisions is large in gas discharges (it becomes small in the very high -emperature plasmas

studied for thermonuclear fusion), but,as the density of charge carriers is generally much smaller than

the neutral density, Coulomb collisions are often negligible in gas discharges. Th±s is no _ngei tt-e Ease
above a given thresnold of number density of charged particles ; conditions are then obtained for energy

equilibration between electrons and ions. Below the threshold, the energy acquired from the electric

field by the electrons is essentially transferred to the gas by inelastic collisions, i.e. change of the

internal energy of the neutrals and creation of ions. Above the threshold, this energy is shared with the

ions, which lose t!iq energy by colliding elastically with the neutrals : if this happens somewhere in

the discharge, the gas is heated, the pressure is instantly increased lccally, an telaxes to the for. of

a shock wave, with a local decrease in neutral density, hence an increase of E/n, the parameter whico

controls the energy transfer from the electric field to the electrons and consequently the electron
drift velocity. If the field is not reduced by the external circuit, this induces an instability with an

exponentially increased current. This second transition is related to an increase of current and condoc-
+ivity of the gas discharge, which becomes an electric arc.

One can therefore distinguish two thresholds in the evolution of a gas discharge

- a first transition, due to space charge accumulation, when a plasma controlled h, the Poiss- oquation

is formed ;

- a second transition, accompanied by high currents and reduced plasma resistivity, when Coulomb colli-
sions realize a strong coupling between the electrical energy of the field and the kinetic energy of the

plasma which becomes more or less fully ionized by thermal effect.

fhe corresponding regimes can be steady or unstable ; the instability is generally stronger for

high pressure discharges than for low pressure discharges,which are more easily described. This is why an

example related to the low pressure case is given below to illustrate the existence of the two transitions

listed above.

1.5 - Dbscription of a typical low pressure discharge

Figure 7 shows a typical low pressure discharge, as produced betwean two electrodes within a

glass vessel filled with a gas at reduced pressure. The figure caption enumerales the varinu zines which

can be found along such a discharge. Special attention shall be devoted to the negative glow, where an

anisotropic flow of high energy accelerated electrons produces,through excitation of neutrals, visible and

U.V radiations typical of non-,quilibrium plasmas, and to the positive column, where the electrons are

thermalized at a temperature higher than the gas temperature and pioduce essentially visible light. The

positive column is a two temoerature fluid (ions and neutrals at room temnerature and electr,ns a sbot

The curve pIrtted in Fig. 5 is the voltage-current characteristic typical of this low p0usnure

glow discharge. A resistor R is inserted in series with the gas discharge (Fig. 7) ; the curve of Fig. B
is obtained experimentally by reducing the value of R.

a) - When R is very large, the current corresponds t., charges prduced by external ionization (cosmic rays)

and collected on the electrodes by the action of the electric field.

b) - When R decreases, ionization proceeds bv avalanches L6] . This regime was discovered and described by
Townsend. Besides tnn-electron production in gases, secondary electron production on tte cathode sur-
face is necessary fr havina a self-sustained discharne.

is pr-docti ris due t- bombardment cf the cat de by the positite i- ns generated in the lischarue. In

-is reqlme, t-e number density is oerv low and n, appreciable light is emitted (dark-discharge region).
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Fig. 7 - Low- pressure discharge

1) - Aston dark space.

2' - Cathode glow.
3) - Cathode dark space.

2 4 6 8 4) - Negative glow.
5) - Faraday dark space.

dc i6) - Positive column.
7) - Anode dark space.

8) - Anode glow.

Vc -do = cathode region length.
V
c 

= cathode fall.c

0 Distance, x

Voltage (v)
VB ...

Fig. 8 - Low-pressure discharge 4
characteristic.

1) - Dark discharge region = Townsend 3
regime.

2) - Dark-to-glow transition.

3) - Normal-glow region.

4) - Abnormal-glow region.
5) - Glow-to-arc transition.

6) - Arc region. Current (A)

10 - 1° -7 10-4 10-1 W

c) - When R is f~irtrer decreased, a plasma is formed at drk-to-glow transitin. Electron diffusix-. being

rediced 0. space cane fields, tne v ltage needed to sustain ihe discharge decreases. A visicle

q1 w appe-jrs as a c nsequenoce of the increase of carriers densitv ard current (normal glow region).
d) - The discharge is non-uniform in space, and the main voltage drop is located close to the cathode.

Decreasing R increases this voltage drop, henceVincreases (abnormal glow region).

e) - In a i w ptessire discarge, electrode phenomena are all important :by still further decreasing R,

heating of the cathode by ion bombardment changes the electron emission process from secondary elec-

tron emission to thermoionic emission ; a large electron current is thus emitted and the voltage

drop decreases. Ionization increases and glow-to-arc transition is reached.

16- Analogy between_ low -and n igh -pressure-discharges

Note that on the one hand the secondary emission in the Townsend regime and the thermoionic

emission at the glow-to-arc transition are important mainly to low pressure discharges ; on the other nand, the

+w- transitions appear both in low pressure and in high pressure discharges :

- sparks and surface streamers are initiated by avalanches, like Townsend discharges ; when pd is large

dark-t-glow transition is obtained with the creation of streamers ; glow-to-arc transition is reached

after f :mdt , I f a hLt channel whic in long sparks and lightning is called the leader ;

- rorLna discharges are initiated by avalanches, followed by an unstable glow, which is time-modulated

by regularly distributed pulses or by streamers. Glow-to-arc transition can be reached in laboratory

coronas, but notin coronas ini+iated ;ver ar aircraft structure, except in ihe case of lightning ini-

tiation or surface discharges.

The following paragraphs will describe in more detail the physical mechanisms of hi," pressure

disc', rges.

11 - PHYICAL MttHAI i F Tnt SPAiK DIIEWAHGt

When the voltage between two conductors separated by a narrow gap is increased up to a critical

voltage V1 (V9 depending up-- th a+-spheric premrumr f-r a given couple of enductrs), the gaseous in-
sulation in the gap breaks down in the region where the electric field is maximum. The sequence of events

producing the breakdown depends on pd (p : gas pressute, d : gap width). In any case, initiation of

breakdown is due to a stray electron penetrating t~e zone were it can be accelerated by the elec-

tric field up to the point wh!re ionization occurs. This primary electron can be produced locally by cos-

mic rays, but more likely by chance detachment fro m a negative in (J ; electrons prLduced by cosmic

rays in the field-free atmosphere are, as a matter of fact, readily attached to the oxygen molecules to
form neqetive ions. The released electron is accelerated by the sluctric field up to velu
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ijnization can result from a collision. The initial electron therefore produces an avalanche, which pro-
greasses in the directi-n of the anode with a drift velocity of about 10 S

-
i at atmospheric pressure,

(see Fig. 4).

In spark discharge research, an important parameter is the overvoltage, or percentage of the
voltage applied to the gap above the minimum breakdown voltage. When the breakdown is produced by static

charging, this overvoltage is likely to be small (as compared to the case of application of a step vol-

tage to the gap). For this reason, the sparks obtained by static charging belong to the low overvoltage

case : the dark discharge period can last microseconds, during which successive avalanches increase

the toual current continuously up to values of the order of a microampere.

When pd is smaller than approximately 600 MKSI, the ionized medium has the character of a low

pressure discharge (10]. A diffuse channel bridges the gap from cathode to anode, since secondary electrons

are emitted from this cathode as a result of ion and photon bombardment. Starting from the dark discharge,

a diffuse glow is ignited as soon as the carriers density is sufficient to create a significant space

charge. When this happens, the ions produced in the channel, which are slower, tend to keep the secon-

Aary electrons from diffusing freely, and a plama surrounded by a positive space charge sheath is
formed. The field distorsion produced by the space charge can sometimes induce convective instabilities,

called ionization waves ; propagation of these waves along the channel increases plasma density behind
them.

When the plasma reaches a density such that ion-electron collisions come into play, energy is

transferred to the neutrals ; the total pressure increases first in the discharge region, then relaxes

by production of a more or less cylindrical shock wave. In a time of the order of 500 ns, the neutral

density decreases in the discharge core and F/n increase. giving rise to a more intense inization along

a contricted channel. This is the second transition (glow-to-arc). Thermal emission from the cathode

reduces the voltage drop in the arc, and the current is essentially limited by the circuit inductance.
This arc is extinguished only when the supply of free charges in the condenser formed by the two conduc-

tors has been fully exhausted. U

If pd > 600 MKSI. the critical density for dark-to-glow transition is reached locally at the
avalanche head when the gap is still far from being bridged by the discharge. The convective instability

mentioned above develops in the form of streamers, a type of discharge which will be described later in
the paragraph related to surface streamers. In this case, the discharge channel has the typical character
of a high-pressure discharge, and is called a long spark. [21. Long sparks are producedfr example, by

fiash-over _f high coltge lines ; they are not liwely to be obtained in the case of aircraft charging,
except Ever insuliIig surfaces, as developed further on. This is why we will assume that typical sparks
obtained between two unconnected metallic panels by aircraft changing a-e esaenbially of the low pressure

type.

It is _nteresting to note a few orders of magnitude related to the spark mechanism . Avalanche

development (dark discharge) can last microseconds ; the current is smaller than a microampere. Piasma
development tgiw discharge) can last tens of microseconds in n-me cases, or hundreds of nanoseconds in
sme -ther oases, depending on the overvoltage. The current increases up to values of the order of several

amperes before roaohirg ohe glow-to-arc transition. When an arc is formed, the current can well reach

values of -h:_jsa-ds of a'percs ; he arc regime can last tons of microseconds.

During discharge development, dl/dt goes through two or more maxima corresponding to the various

transitions (dark-to-glow, glow-to-arc, secondary emission to thermal emission). When the
arc is ignited, I and M are pseudo-periodic and their amplitude is large compared to their values during

the initiation phase. dt

11.2 - Electromagnetic radiation due to a spark

The main characteristics of the spark current are that its path closes through conductors
having large dimensions compared to the spark length itself. The radiating circuit is formed by the cn-

dontrs 'ra Pred by the current, and is closed by the channel, which lasts as long as the electromagne-
tic energy stc:ed in the system is not dissipated. Apart from the radiation emitted during the breakdown

i'ssV 'ef re tee transmtion to the arc), which corresponds to a broad band spectrum if the breakdown
"is and is not important if the breakdown time is long, energy is radiated within the bandwith

he 4L[ ovruiit excited by the discharge . It consists essentiall, of a damped sine-wave at a frequency

w , ir ma'
1
¢ case, is in the radio frequency range.

4 xi" pl P f sis situati n, which is borrowed from the field ,f space techn-rgy,
is 'c ta'ped sine wave at about I MHz injected along a ground line during the first phase of the F 11
1-4-

,  
-" tuPUPA rr launcher in 'jovember 1971. As this ground line was connected with the ground

ii'p j'iante rmputer nf the launcher, unfortunately the radiation of this sine wave stopped the

rp.-r . a ' *1e laur,cher was 1, t. This sine wave originated when an ungrounded shield located in the

aiirigs ' ' ainr'er acquired a static charge su'ricieot for producing, at reduced oressure, a spark
it a I mm wic gap lo-a'eo be-ween shield and ground line. Fig. 9 is a plot of the 0o1 responding current

5 .a f' - 'ie, s rp ldced in similar equipment. As a mattei f fact, the gap suffered a succes-

f t r~I w .I ' -- f p pr o,, ino the sm, damp'd waef,,im ; 'he first ,ne wan sufficient t

Fig. 9 - Damped sine wave following spark
0 5breakdown as observed during EUROPA II Fi

flight.-10 
,y 

"
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11.3 - Conclusion

The high peak values of I and -- reached during the oscillation (f the RLC circuit shorted

out by the spark are likely to radiate, a t radio frequency, powerful electromagnetic fields. Apart fic-,
the possible damage to the low-level integrated circuits, these fields can saturate ite electronacs
with a corresponding loss of signal during a time generally much longer than the damped wave itself
if the spark occurs with a relaxation frequency, as a result of a steady charging, a strong audio noise

at the same frequency can be produced, disturbing the communications.

Sparks are avoided by proper bonding of all the metallic panels of the aircraft structure. This
bonding can be checked by various ways on the ground. Unefficient bonding can be revealed by watching

the radiated waveforms under simulated (on the ground) or real (in-flight) charging conditions : appea-
rance of damped sine waves is an unequivocal sign of poor bonding.

III - PHYSICAL MECHANISM AND RADIATION OF THE CORONA DISCHARGE

A key feature of the corona discharge is the inhomogeneity of the electrostatic field. This

discharge occurs in a gaseous medium in the vicinity of an electrode of small radius of curvature subjec-
ted to an intense electric field, the so-called "stressed electrode". The opposite electrode can be a
large blunt electrode located at some distance, or can be virtual : in the case of aircraft charging,
corona is established between points of maximum curvature of the aircraft structure and the environment,

as a consequence of electric field amplification near these points.

Observation of an operating corona discharge shows that a feeble glow appears in the vicinity
of the stressed electrode ; for commercial passive dischargers as used on aircraft, the glow is a small

spot a fraction of a millimeter in diameter adjacent to the metallic point. Observation with an image
intensifier shows that this spot is sometimes embedded in a brush discharge of larger dimensions. Time
resolution could bring further information, showing that the glow is steady or slightly unstable, and

that the brush discharge is composed of a very great number of branches appearing in succession as
narrow channels about 20 microns in diameter moving forward at a speed of about 5.105 ms

-
; as a watter of

fact, only the tip of the channel, about .2 mm long, is visible. These branches are called strearers.

The following problems will be examined here

a) - Onset of corona discharges.

b) - Operating regimes for positive and negative coronas in air.

c) - Average current of a corona discharge.

d) - Correlation distances of corona discharges.

e) - Corona microdischaroes.

f) - Electromagnetic radiation of a corona discharge.

g) - Radioelectric noise measurements.

I11.1 - Onset of corona discharges ] 161

Corona discharges are initiated as soon as the voltage f the stressed electrodr wi- rl:sorct t
the auxiliary electrode exceeds a thresholo voltage VT, (and therefore as soon fly 'he e!'--ric fiejj i-

a given reference pLint f the aircraft exceeds a thres olo field E-T). T'i ctreriot incroit-s 1r.ip!!, fr m
a very small value characteristic -f collection of atmospheric ions-( 

-  
) t dne c Ao!otrn wth

avalancte development.

If the stressed electrode is negative (catrlode), avalanches can be initialed by a "seed" elec-
tron in the region close to the electrode. Avalanches develop in a directicn away from 1he catode, o-ut

to that distance at which the ionizatin process is compensated by attachment (Fig.10 ). Ionizo:o- being
preponderant in high fields, and attachment in low fields, it has been shrwn that there is a cr:tical
distance corresponding to a field of about 25 kV cm-1:in between the stressed electrnde and t-:s distance,
ionization prevails ; beyond this distance, attachment is so important Vat there are r sore free elec-
trons. This severely limits the active zone of a corona discharge. If the stressed electr 'de fr o. yr
(anode), avalancl-es develop towards the anode, beginning at a ication which depends 'n the "seed" elec-
trons (Fig.I1 ). As in the case of negative corona, these electrons are efficient niy if nitrducec
(or produced) in the "initiation volume" where ionization is i t, o'p i! rt t,"'o 1t woo t" w ireo

o'. th e 25 k V c'- field intensity surface, t i.s v- ee increons wi* ' o o n: pp 1 "so

s'ressed electr de, and ,anishes if fl- electric field is everyw'e re smaller thin 25i e m
- 1

. T, Is l tP
ohysical explanation of the existence of the threshold field FT"

(a) (b) (a) (b)

Fig. 10 - Onset of negative cnrona Fig. I1 - Onset f po1sit itP ct r,1
a) - Electrode. a) - Electrode

b) - Avalanche. b) - Avalanche.
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The ttreshlold a tage ariati ns with pressure are described by Paschen-type curves 2. As a
c :'Seqie, ce, i- - e pzes- .1n rd-; f f ; : ci t ,azg-g~r, i.e atm.,spLeric and slightly suLat-

r, sprer i , is pi prt nal - ._1e presgure. In airfltw, the pres re t.. e considered is the ambient

pressure developed right at the point ; curuna discharges generated on passive dischargers located at
the trailing edge of ,ircraft wings have a lower thirshold field at high altitude (decrease of atmosphe-

ric pressure) and at high speed, when a depression is obtained in the wake of the wing. The value of the

threshold field E75 (kV cm
- 1

) at the surface rif the stressed electrode is given by Peek's law 519

ETS = Eo + k I - ]

-1
where E = 31 kV cm

= 0,392 p (p Torr, T = OE)

273 + T

-1
k = 0.308 cm

r = stressed electrode radius (cm).

From the ET5 , one can calculate the aircraft threshold potential if the geometry is known.

111.2 - Operating regimes for positive and negative coronas in air [4] [16) [17]

111.2.1 - a) - The stressed electrode is an anode (positive corona)

If the stressed electrode voltage is increased above the onset voltage, the avalanches initiated

in the high field region generate, near the anode, a plasma which deureases the field by its conductivity
(dark-to-glow transition). Radiative de-excitation in this plasma produces photons, and hence photoioni-
zation in the close environment.

If the secondary electrons generated by this process are produced within an appreciable solume.

they are continuously attracted by the anode and contribute to form the glow region : the corresponding

currtnt is a DE current.

The secondary electrons produced in the close vicinity of the primary avalanche can also generate

new avalanches converging on the avalanche head. The carriers produced by these avalanches pile up in

front of the head, up to the point where a plasma is formed which merges with the head (dark-to-glow

transition). This is equivalent to a forward displacement of the avalanche head. Electrons are partly
atsrbed by the anode, and a net positive space charge is left at the avalanche head. This process in-

creases the electric field in front of the head, and reduces this field at its back, where plasma is accu-
mtlated. Tris is the physical mechanism of streamer propagation. It has been shown, by spectroscopic obser-

vati-ns 'stark effect), th.,t the space charge electric field located just in front of a streamer head can

reac- ten times the breakdown field at atmospheric pressure (17] . This is why streamers can propagate in

macrusc-npic electric fields well below the breakdown field the streamer head itself generates the

electric field necesary f(,r the pr,p gation of ionization ; a streamer is an ionization wave, and the
.)ptically observed propagat in speed is actually the phase velocity of this wave (Fig.12).

i I(PA) ,

100-

-0 + + VLt| t
L + _+ +t.+ D

(a)t-t

10
+

+_ + + +- ' 1 -

b)
i_ +

+ + 0 0
40 + 10 20 30 VNV)

+ 0 Fig. 13 - Current potential curve of the

pog t ive corona.

(C) t-tn Fg. 12 - treaer propaga'ion
a) - Streamer at the time t, - Development of avalanches

behind the head.

b) - Merging of avalanches with the streamer head.

c) - Streamer at the time tn+
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In a positive corona discharge, bctn glow and streamers car- be founo. Fig. 13 shows a typical

current-potential curve as observed by Burhet et al. 1]. The shaded regions characterize the streamer

cc tributions to the current. One cai observe three voltage regimes

a) - from onset voltage VT tc a first limit V one finds a vezy unstable glow discharge composed

of a superposition of small amplitude bursts and ag'number of large pulses due to streamers (called pre-

onset streamers) ;

b) - from V to a second limit V ,,only a pulseless glow persists
c) - from V to V (breakdown v~ltage), a stable imoulsive discharge, with pulses regularly spacedg r

in time, develops on top of the glow discharge. The glow-to-arc transition cannot be reached by aircraft

charging (except in the case of lightning ur surface disctarge).

The frequency of the pulses associated with the streamers is of the order of several kiloHertz
Fig. 1 4 shows this frequency as a function of corona voltage, for a stressed anode 170 microns in diameter
located at 20 mm from a plane cathode L18].

F (kHz) U(kV)1

6-
40-

ARC
4- APULSELESS

30- GLOW

2 /2

20-

V(kV)

10 1 20 /
V V Vr 10- TRICHEL PULSES

Fig. 14 - Pulse frequency as a function

of potential in the positive corona. '_.---7

3
Fig. 15 - Operating regimes of the negative corona

discharge in air. 1
1) - Glow-to-arc transition. I I

2) - Trichel-to-glow transition. 0 0,20,5 1 2 d(cm)
3) - Onset.

111.2.2 - The stressed electrode is a cathode (negative corona)

In this case, the ions produced by the avalanches are attracted by the cathode and increase the

field near the stressed electrode ; the electrons moving away from the cathode in the lower field region

attach themselves to neutral atoms or molecules, generating a negative-ion space charge which moves rela-
tively slowly towards the anode ; this weakens the field in the direct vicinity of the space charge zone.
Accumulation of the negative-ion space charge produces a quenching of the current pulse ; the current

resumes only when this space charge has disappeared by diffusion and drift (laboratory case), and even-

tually has been swept away by the airflow (aircraft caue).

The negative corona is characterized by two voltage regimes (Fig. 15).

a) - From onset to a threshold voltage V , the current appears essentially in the form of pulses superim-

posed on a D.C component. Near onse (autostabilization regime), random sequences formed by a large

pulse followed by small pulses are obtained. When the voltage is increased, the number of small

pulses increases in the sequence and these pulses become more refular. When the voltage is further

increased, the large pulses disappear and the sequences merge into a continuous succession of regularly

spaced pulses of same amplitude. The repetition frequency of these pulses, called Trichel pulses,
increases with the applied voltage, but their charge stays constant. Fig.16 shows that, for relati-
vely low currents, the relaxation frequency of the Trichel pulses is a linear function of the average

curre . It decreases, and the charge of the pulse increases correlatively, when the radius of the

stressed electrode increases [20]. This can be observed in the case of aircraft passive dischargers

when they have been operating for a long time, their point, usually 20 to 60 microns in diameter,

becomes slightly blunted, and the relaxation frequency decreases.

Fig.1 7 displays the curves giving the relaxation frequency as a function of the average current

for a point-to-plane corona discharge (conical rhodium point with an angle of 120 at the tip of a cy-
linder 3 mm in diameter ; point-to-plane distance 2,5 cm). The relationship is no longer linear if the
e, tire current range is considered. For a given average current, decreasing the pressure reduces the

http://www.abbottaerospace.com/technical-library


relaxation frequency Fig.18 shows that the pulse width increases correlatively [21]. This effect

has been observed in-flightwhen altitude increases [22]. The relaxation frequency also increases

with aircraft speed, as the time necessary for sweeping out the space charge decreases with airfl -

velocity.

F(kHz) / 5

80 Fig. 16 - Trichel pulises frequency

for different pocints as a function of

average current.

1) - For sharp point.

2) - For .5 mm point.

3) - For 1.5 mm point.
14) - For 4.73 mm point.

40 3 1

3

Mz I)

0 10 20 1PA/

2 "P2

/ P3

Fig. 17 - Relaxation frequency of Trichel 15

pulses as a function of average current and 1,5-/P 5
pressure. /
P 750 mm Hg
P1 = 650 mm Hg/

= 550 mm Hg
p2 = 450 mm Hg 1
p = 350 mm Hg
P4 = 250 mm Hg p
P
5  = 150 mm Hg.
6 /

.. 7

2 5 50 100 ITIA)

2 thFig. 18 - Variation of trichel pulse shape

2 with pressure.

p pressure in mm Hg.

f repetition frequenc in MHz.

1) - p = 750 f 0,94

2) - p = 650 f = 0,85

3 3) p = 450 f = 0,75.

At atmospheric pressure, the amplitude of a typical Trichel pulse can reach I mA. Its rise tlme

is 3.5 ne ; its decay time constant is approximately 35 ns. Its relaxation frequency varies from

several kiloHertz to more than one MegaHertz.

b) - Above the voltage V , the pulses merge to form a pulselese glow discharge. Vg is a slightly

decreasing function
g 

of pressure.

When voltage is furvher increased, negative corona can reach olow-to-arc transition. This is

obtained by aircraft charging only in the case of lightning or surface streamer. (see Fig. 16).

Fig.19 shows curves of the average-current versus the applied voltage of a negative cnrona

discharge operating at various pressures [21] . The zones corresponding to the Trichel and pulseleEs

glow operating regimes are bounded by the dotted lines. The shape of the curves is analyzed in the next

paragraph.
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ARC and operating regimes for
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111.3 - Average current of a corona discharge

Outside of the active zone of corona cischarges in air, electrons are attached to atoms or mole-

cules to form negative ions. The active zone of either corona polarity, positive or negative, is therefore

shielded by a space charge sheath of ions of low mobility compared to the electrons. The current conti-

nuity from stressed electrode to outer electrode (real or virtual) is ensured through this sheath, wen

current pulses are generated in the active zone, by the sum of an average ionic conduction current and cf

a displacement current (of zero net value). The fact that negative or positive ions have nearly t e same

mobility explains that the average current characteristics are nearly the same for negative or positive

coronas in pulsed or steady regimes : continuity of the average current makes it possible to analyze the

behaviour of the conducting medium through the sheath only, where the current results from mobility of

heary carriers in a steady field distribution.

This problem was studied by Townsend in the case of the steady regime, with the Poisson

Equation div E and the relationship relating current density j to charge density P, field E and

carriers mobility V j -- p .E E includes space charge and externally applied fields.

Townsend found that the current I of the discharge can be related to p, E and E (E threshold _

field) by the following expression 
T T

I = C u V (E - ET)

Loeb gives a slightly different formula

I = C 4 (E - E )2,1 -T

where r is the radius rf the point and J the gap width.

In case of aircraft charging, r << d and the Loeb formula becomes

I = C p(E - ET) 2 1 C v(E - ET)2

E and ET car' be defined at any reference point of the configuration, the constant C obviously depending
cnr th e c hoice of this reference point. Fig.20 shows a characteristic obtained in a typical experiment,

E being the field measured at a reference point on the trailing edge of the model of a wing where amn

passive discharger war fitted. In this case, C was equal to 3,06.10
-
4 with I in microamoeres and ET and

E in V cm
1
.

(MA)

0

150

i0o Fig. 20 - A erage current as a function of
the electric field at a reference point for

a negative corona sustained at the tip of

0 a discharger.

50 C 'L ,-v -,
~hrnh~dv/E(Vcmt'

0 200 I I I -0 200 400 ;00
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The influence of air speed on the average current has been studied by Chapman. The following
formula applies in the most general case

I = p 0 [ (E - Eo)0 + K2 v (E - E0) + K3

where j is the mobility, E the applied field, E the threshold field, v the airflow speed ; the coeffi-
cients K1 , K2 and K3 have the dimension of a length.

Tho third term is generally negligible and the second term dominates as soon as v > 20 ms-
in the case of corona discharge carried by an aircraft in flight the average current is essentially
proportional to v :

I 0 0 K2 (E - E0)V

111.4 - Correlation-distances-between corona-dischiarges

As aforesaid, the average current of a corona discharge is controlled by the space charge
accumulated in the vicinity of the active region of the discharge. Positive or negative coronas have an
average current which is controlled by space charge sheaths extending far from the active region, when no
auxiliary electrode is present to collect this charge (case of aircraft charging). If a second discharge

is located close enough to the first one, its current is controlled and can be quenched by the space
charge of the first discharge ; the two tischarges are then correlated. This can be een in two ways

1) - the total current carried by two corona discharges is reduced when their distance is smaller than,
for example, 30 cm. This distance is the correlation distance of the two discharges. At a larger
distance, the two discharges act independently. This defines a D.C correlation distance, relevant to
average values of the corona current.

2) - oscilloscopic observation of the Trichel pulses of a two-point negative corona discharge shows that
the pulses are produced in a regular alternance, the pulse produced in one point quenching the
other, and alternately. Such a configuration is typical of a popular model of aircraft passive dis-
charger(Dayton-Granger discharger) where the two points are located at a distance of a few milli-
meters from each other. This defines a pulse correlation distance, relevant to instantoneous values
of the corona current 2j.

These observations can be explained in the following way

the space charge region around the cathode of a negative corona can be divided into two zones

a first zone, at a small distance from the electrode, where electrons diffusing from the active zone
during each pulse increase,by fast bursts, the negative space charge before being attached to neutral
atoms or molecules

a second zone, at a large distance from the stressed electrode, where only negative ions can be found.
Here, the space charge is slowly transported by diffusion and drift of negative ionsformedl in the
first zone, Lnd the bursts of space charge present in the.first zone decay to a negligible value by
smearing out in a continuous background.

The existence of "hese two zones is therefore the origin of the two types of correlation dis-
tance found experimentally, with typical values of tens of centimeters for the DC type and of several
millimeters for the pulse type.

The D.C correlatioi, distance between two corona discharges decreases with air speed, and
the pulse correlation distance increases with pulse amplitude. At the trailing edge of an aircraft,

corona produced on discharger tips are located on a line pe-oendicular to airflow. Airflow sweeps away the
space charge and reduces its lateral extension : the transverse DC correlation distance between two dis-

chargers consequently is decreased at high speed.

If by some arrangement the total charge released during a Trichel pulse is reduced, the pulse
correlation distance is also reduced ; this can be obtained by reducing both pulse amplitude and pulse
duration, The next paragraph shows how to take advantage of this effect.

111.5 - Corona microdisecharges

It was recently pointed out by Brunet [5] that if a corona discharge is initiated at the tip
of a very thin carbon fiber, the discharge pulse is of very small amplitude. This results from two con-
ditions specific to carb n fibers with a diameter less than about ten microns

a) - the capacitance of their tip is very small
b) - their resistance is very high.

As a consequence of these conditions, the corona discharge is rapidly quenched,not as usual
by accumulation of space charge, but by the voltage drop of the electric circuit : the accumulated charge
disappears so rapidly during the pulse that the field decreases below threshold. This quenching is
therefore of electrical origin and not of physical origin, and it is experienced for any polarity and
for any type of gas, including rare gases. The pulse amplitude can be made, for example, one hundred

times smaller than for ordinary Trichel pulses (i.e 10 pA instead of I mA). On the one hand, to carry

the same current, more points are needed, which might seem impractical ; but, on the other hand, the

correlation distance hetween two pulses is largely decreased, and this makes it possible to work with
a o)nposite material rond made of aligned carbon fibers embedded in an insulating resin. If a large
number o)f cl- seLy spaced carbon fiber tips are exposed to a high field, the space charge released by
each pulse -ver a tip is so smal that inhibition of the corona discharges is limited to neighbouring
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fibers and lasts only a short time. Many micrcdischarges can appear at the same time in uncorrelated
areas. if we consider the composite rod as a whole, the emitted current is a stochastic succession of
very short pulses. It will be shown farther on that the associated spectrum doesn't show any of the

characteristic frequency lines specific to relaxation, as is the case for Trichel pulses or for positive

streamers in conventional corona discharges.

111.6 - Electromagnetic radiation of corona discharges

Corona discharges, having in most cases a pulsed component, generate electromagnetic radiation
which interferes with the communication and navigation systems of the aircraft. Coupling between corona

discharges and the antennas of the communication and navigation systems has been studied by Tanner and

Nanevicz, who have given the conditions for minimizing the coupling [26]. This problem is analyzed in

the lecture by J. Nanevicz in this series, and will not be treated here. We will restrict our attention

to the study of the spectrum of the electtomagnetic radiation generated at the source, which is the same
as the spectrum of the corona current.

As a corona discharge can operate in a number of different regimes according to the polarity

and to the value of the average current , it is advisable to analyze the cases associated with intense
generation of electromagnetic radiation. This is why the pulseless glow is not considered here. Positive

corona, characterized by two unstable regimes associated with proe-onset and pre-breakdown streamers, is
worthy of attention ; though negative corona is more interesting, as aircraft charging is negative

in about 90 % of the cases. In this paragraph, we will predict the spectrum of the electromagnetic noise
emitted by a negative corona discharge in the Trichel regime. Qualitative arguments will be given to

evaluate the relative importance of electromagnetic radiation generated in negative, positive, and micro-

dis harge coronas.

111.6.1 - Power spectrum of a corona pulse

A typical corona pulse is shown in F 1. 21. It has a rise time of about 3.5 ns and a decay

time constant of 35 ns. The waveform can be assimilated to a sum of two exponentials, a positive expo-

nertial with a time constant of 35 ns, and a negative exponential with a time constant which can be

computed from the condition that the resulting curve must have a maximum equal to I at about 3.5 ns. The

corresponding function is
2[e '_(t- e 3t with a = 1,l3be = 286.109

I (arbitrary uinits) 5= 1 ,06 .109

Fig. 21 - Typical corona pulse.

I I I I -

0 10 20 30 40 50 t(ns)

100kHz 1MHZ 10MHz 10MHz 1GHz f

-20dB ___

Fig. 22 - Spectra of a typical corona pulse. (10-)
1) - Standard pulse having a rise time of

3.5 ns and a decay time constant T of 35 ns

2) - Single exponential, T = 100 ns.
3) - Standard pulse having a rise time of -0dB -- -\"

10 ns and T n 100 ns. (1-2)

(-60d3
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The Fourier power spectrum of this function is

P (W) = (a- B)2 ( w
2 

- q )2 + W
2 (0

2  6 2)2

(a2 + W
2
)
2 

(B2 + W
2
)
2

Fig. 22 shows the corresponding relative amplituoe of the components of the spectrum of the

pulse, for the standard pulse defined above and for a standard pulse having a rise time of 10 ns and a

decay time constant of 100 ns. This pulse is a reference pulse mentioned by J. Robb [2] . For a pulse

having a negligible rise time and a 100 ns decay time constant, the amplitude spectrum is represented

by the dashed line. This line has a slope of 6 dB/octave, whereas the asymptotic slope of the spectrum

of the corona pulse is 12 dB/octave. This shows that corona-produced disturbances are essentially oelow

a frequency of about 100 MHz. Automatic direction finders (200 - I 75 kHz) and Omega navigation equipment

(10 - 14 kHz) are particularly vulnerable;DME(1 GH2and VOR-ILS receivers (100 - 300 MHz) are less dis-

turbed ; MLS (5 GHz to 15 GHz) will be quite insensitive to static charging effects.

111.6.2 - Power spectrum of negative and position corona discharges

Trichel pulses form a regular sequence of exponential pulses like our standard corona pulse

the corresponding spectrum is obtained by multiplication of the above spectrum and the spectrum of an

infinite sequence of unit impulses occurring at the repetition frequency f of the Trichel pulses. This

spectrum consists of a comb of frequency lines separated by f, with a maximum amplitude limited by an
envelope which is the spectrum of the individual corona pulse (Fig. 23

Maximum interference with avionic equipment results from maximum overlapping of these frequency

Lines ornto the bandwith AF of the considered equipment, If the spacing of the lines is large, and the
bandwith AF narrow, overlapping could in principlebe avoided in steady conditions. But as a matter of

fact, random variations of charging will induce corresponding variations in pulse recurrence and there-

fore associated changes in line separation and position : it is not possible to avoid overlapping, and

the resulting interference, for all the charging conditions to be encountered in flight.

p

a-i

a-2

Fig. 23 - Current pulses and corres-

ponding power spectra of corona

discharges.

- W/2x a1 ) - Negative corona (Trichel pulses).

pal) - Positive corona (ideal pulses).

b ) - Positive corona (real pulses).
c - Corona microdischarges.

AF is the bandwith of the disturbed

/jj,,._j], receiver.

lii i & =t w/2x

It is interesting to compare the amplitude of spectral lines for positive and negative coronas

carrying the same average current. Positive corona is churacterized by pulses or relatively large peak-
value with a low repetition frequency. If the pulse rise and decay times were the same in positive and

negative coronas, the average current I would be I = f.a where f is the repetition frequency and a the

peak value. The generated power P would be P = fa
2 

or ,= 12 . The number of lines in ,he radiated spectrum

bandwith I would be the pwer per line, P 
= 2 

x F = 12 would be independent of the repeti-

tion frequency, i.e the f same foir pt,st ie and negative crnasAf (Fig. 23a). Actually, the positive
pulse has generally a longer rise time ( I ne os) and a longer decay time constant ; in the spectrum, the

low frequency side is therpfre en'aced, An, the one hand, positive corona may be more damaging for
the VLF and the RF equipment. meA navigAti , Automatic Direction Finder, etc...) ; on the ther hand,

if frequency lines are clse f qet er, - ze -an ne line can be overlapping the bandwith N of the

equipent, particularly at the liq freo, 'r sile the handwith AF generally being e given fraction of

the working frequency F). For this r
0
3ge,' . i-e corona is considered as more disturoing than negative

corona (Fig. 231).
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111.6.3 - Power spectrum of corona microdischarges

If the same total power is distributed over the whole spectrum and not only onto discrete lines,
the envelope amplitude is greatly reduced. Maximum interference is therefore reduced in the same propor-
tions. This is obtained if the corona pulses, instead of being regularly spaced in time, form a ranoom
sequence. For this reason, corona microdischarges are particularly suitable to reduce the radiated noise
they emit a random sequence of uncorrelated micropulses. Their spectrum is similar to the single pulse
spectrum (Fig. 23c). More work is needed to establish a consistent theory of the electromagnetic behaviour
of corona microdischarges ;however, experimental results obtained in the laboratory show that an improve-
ment of the order of 40 dB or more can be achieved for the same average current with carbon fiber dischar-
gers.

111.6.4 - Radioelectric noise measurements in the laboratory : experimental arrangement..... .................................. ,................... ...... .... .........

To measure, in the laboratory, the radioaelectric noise generated by a corona discharge, and in

particular to compare various passive dischargers, a set-up similar to the device shown in Fig. 24 can
be used. This set-up comprises a grounded metallic profile simulating the trailing edge of the aircraft
wing, and an arrangement,composed of a high-voltage electrode and two guard rings, for applying the D.C
electric field to the corona point fitted at the back of the profile. This device can be used at reduced
pressure or located in a wind tunnel. A reference antenna picks up the noise radiated by the corona ; the
best arrangement has been found to be formed by two small plane plates parallel to wing surfaces near the
trailing 3dge. As the significant wavelengths are large compared to the set-up dimensions, the problem
is essentially quasistatic, and interference is due to capacitive coupling : each of the antenna is
coupled with the discharge by the capacity between plate and active zone of the corona. If comparison
between dischargers is sought, care should be taken to locate the corona discharges at the same place.

Fig. 24 - Experimental set-up for measuring
the radioelectric noise of passive
dischargers.

-------------------------------------------------------------------------------------I

Fig. 25 - Simplified sketch of a I3
shielded set-up for passive discharger -I-.
noise measurements. 1
1) - Faraday cage. 4g
2) - Support.

3) - Discharger. T
4) - High-voltage terminal T. 24
5) - Antenna.

The described equipment is not shielded against external radiation, and cannot be used for
measurements of very small radiated powers. This is why we will describe a second set-up, shown in Fiq.25,
which has been built at ONERA. Here, all the equipment is enclosed in a shielded Faraday cage. The metal-
lic profile and the corona point have the same arrangement as in the preceeding set-up. The high voltage
terminal T is a plexiglass paraboloid located in front of the point ; the paraboloid is covered by a thin
resistive layer (1 MA per square mesh) which is transparent to electromagnetic radiation but acts as
an equipotential surface for the electrostatic field. The receiving capacitive antenna A is a metsa~ic
paraboloid located behind T.

111.6.5 - Experimental results

The following results, which have been found by using this equipment, are illustrative of the
preceeding paragraph

a) - Fig. 26 shows a characteristic spectrum obtained by using a conventional corona discharge in
the Trichel regime.

b) - Fig. 2? shows a characteristic spectrum obtained by using a microdischargs system (carbon
fiber discharger) with the same average intensity as in Fig. 26.
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c) - Fig. 28 compares the noise generated by various dischargers.

These results demonstrate the improvements obtained by the various methods of uncoupling, and

particularly, by the microdischarge devices. Detailed discussion of these measurements involves consi-

deration of the theory developed in reference [26]

2MHz '-4 2MHz 500kHz '--4OkHz
Fig. 26 - Radioelectric noise spectrum Fig. 27 - Radioelectric noise spectrum

of a corona sustained on a conventional of corona microdischarges sustained on

discharger for an average current of a carbon fiber discharger for an ave-

75 spA. rage current cf 75 IA.

P(dB)

-10

-20 1

-30

-40 Fig. 28 - Power spectra of noise radiated

by dischargers of different types in
-50 operation.

3 1) - Unprotected corona discharge (reference).

-60 2) - Resistive uncoupling.

3) - Orthogonal uncoupling.

"70 4) - Corona microdischarge.

5) - Optimized discharger.

-80
-90"-., 4

-100-

-1101ltla
I0105 6 f ) 107 108

f(Hz)

111.6.6 - Conclusion

When aircraft experience charging in flight, operation of dischargers is necessary to get rid

of the electric charge ; corona discharges sustained at the tip of the dischargers can produce interfe-

rence which affects the avionic equipment. To reduce this interference which changes in a difficultly pre-

dictible way with the charging current , reduction of the coupling with the antennas, according to the

theory developed by Nanevicz and Tanner (resistive and orthogonal uncoupling), is the method most in

use today [26] . A further improvement can be obtained by using corona microdischarges together with

resistive and orthogonal uncoupling [2J.

IV - PHYSICAL MECHANISM AND RADIATION OF SURFACE STREAMERS

IV.1 - Physical mechanism of surface streamers

5 zface streamers are generated if static charge accumulates on a highly insulating surface

(canopy, antenna cover, radome, fairings). Gener~lly, the surface streamer assumes the form of a tree-

like discharge, the stem being attached to a point of the surrounding metallic frame, and the branches

spreading over the insulating surface. The branches act as charge collectors and the stem brings the

current to the aircraft structure. The streamer is localized in a thin air layer adjacent to the insula-

ting surface.

The physical mechanism of surface streamers has some points in common with the physical mecha-

nism of long sparks ; the differences arise from the fact that surface streamers propagate in an initial

surface charge ; in this respect, they resemble more closely the streamers propaqating through charged

clouds during thunderstorms. It hai been found experimentally that typical parameters of surface streamers

are in the same range as lightning pre-breakdown parameters - one order of magnitude larger than long

sparks parameters.
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IVJ.1 .1 - onset of surface streamers

When electric charge accumulates on an insulating surface, the potential of this surface in-

creases, with respect to the potential of the conducting surfaces located at the periphery (the metallic

frame of a windshield, for example). The associated electric field depends on the geometry, rig. 29 shows

a charged dielectric slab placed on a grounded metallic plate. Here, the electric field is essentially
lo~calized within the dielectric slab, toe external field being partially neutralized by the image charge

in the metallic plate) of the surface layer. If the dielectric slab is far from metallic bodies, intense
normal and longitudinal components of the field can develop in the air around the slab. In any case, maxi-

mum field will be found at small radius Af curvature points of the conducting frame in which the slab 'S

fitted. If onset conditions are attained at these points for a corona discharge, the first step of the

surface streamer is reached :initiation of a corona discharge, avalanct e formation and pre-onset strea-

mers or Tricrel pulses. Note that pre-onset stream'ers are rbtained with negative ch-rging and Trichel

pulses with positive charging.

+ +_ +_ +
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voltage drop is experienced along the ionized channel produced behind the streamer (order of magnitude t
channel resistance of in 6 0 cm-1)

b) - merging of many streamer channels increases the total curreht along the common trunk. This
can be sufficient to heat the neutral gas, already excited by streamer propagation, up to the point where
a small decrease of neutral density in the core of the channel is initiated : E/N increases in their core
ano ionization is enhanced ; the glow discharge sustained in this core has a higher conductivity than the
streamer corona branches, and, at the becinning, is similar to the positive column of the low pressure
oischarge. This can be the explanatic tor leader formation (order of magnitude : leader resistance of
i03 A. cm-;

c) - if the total current is sufficient in the leader main trunk, resistivity decreases up to
the point where glow-to-arc transition is reached (order of magnitude from 102 Q ac-

1 
tC 10_2 Q crs-).

In this model we have followed a suggestion by Marode who has shown that, in sparks, the ther-
mal instability characterized by a constriction of the discharge appears well below glow-to-arc tran-

sition. This instability can be initiated after streamer development if the initial conditions are such

that discharge quenching by attachment (or recombination) is not comple+ely achieved before the decrease
of neutral density and the resulting E/n increases [30]. No explanation has yet been proposed for the step
length and duration.

IV.i.3 - Order of magnitude of surface discharges

dl
Surface discharges can carry currents of hundred of amperes, and 7t can reach values of

10
8 
As

-
i. Their duration is of the order of few hundred nanoseconds. Leader tip velocity is abot

108 cm s
-1 . 

Voltage drop in the leader channel depends on the local current ; it varies from 5.10 V/m
near the head to 50 V/cm at the point of attachment to the metallic frame.

IV.2 - Electromagnetic radiation of a surface discharge

To the best of the authors knowledge, detailed information about radiation of surface discharges
is inexistent. Extensive work is needed before modeling surface discharges and predicting their electro-
magnetic behaviour are possible. During an experiment performed at ONERA, high power pulses with durations of
a few nanoseconds and recurrence period of 20 ns have been found. It is too early to give a comprehensive
model to explain this experiment.

If these discharges are sustained along a dielectric layer covering a metallic panel, their
current flows essentially parallel to the conducting surface ; therefore, according to the Tanner crite-
rium, they are poorly coupled with the antennas ; however,one can easily obtain, by simulation, evidence
of strong disturbances experienced by the electronic equipment : the reason could be the very high values
of dI/dt obtained during the discharge, and the influence of end effects ; as a matter of fact, the dis-
charge current flows in a closed loop which is magnetically coupled to the aircraft structure, inducing
an electrical response in all the equipment.

If the discharge is established along the dielectric cover of an antenna, the current loop is
closed during streamer and leader propagation by displacement currents parallel to the RF electric
field, and the coupling is very strong. Saturation of electronic equipment is readily obtained in this
case.

IV.3 - Conclusion

Unlike the corona discharges obtained at the tips of the dischargers which are necessary for
normal operation of aircraft, the surface discharges are harmful and should be eliminated. This is possible

by the proper choice of reduced resistivities for the various dielectric surfaces of the aircraft.

V - GENERAL CONCLUSION

The analysis of the physical mechanism and of the radioelectric behaviour of the three types
of discharges obtained by aircraft charging has led to the following conclusions :

a) - sparks and surface streamers are generators of powerful radioelectric disturbances. They should be
carefully avoided. Proper bonding eliminates sparks and specific surface treatments suppress sur-

face discharges

b) - coronas are necessary for getting rid of the accumulated static charge. On the one hand, attention
should be given to reducing as much as possible the coupling between coronas discharges and antennas
of the avionic system. On the other hand, use of corona microdischarges can bring a further improve-
ment in static noise reduction.
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STATIC CHARGING EFFECTS ON AVIONIC SYSTEMS

J. E. Nanevicz
Associate Director, Electromagnetic Sciences Laboratory

SRI International,
333 Ravenswood Avenue

Menlo Park, California 94025

ABSTRACT

Electrical discharges can occur on an aircraft as the result of static electrification, either of the aircraft as a whole
or of parts of the aircraft. The character of discharges at typical aircraft operating altitudes is such that radio
frequency (RF) noise is generated in the portion of the electromagnetic spectrum normally used for aircraft
communication and navigation systems. The noise sources excite the aircraft structure and can couple electromagnetic
noise signals into antennas and electronic systems wiring. Under some circumstances, the noise can be sufficiently
severe that critical systems are disabled when they are most needed.

The electromagnetic character of the various noise sources--corona discharge, surface streamers, and spark
discharges--will be discussed. Available data includ2! the results of flight tests and laboratory discharge simulations. In
general, the source data exist both as time-domain waveforms and as frequnecy-domain spectra. The differences
between the noise signals generated by the different sources will be discussed, and the dependence of noise levels on
aircraft-charging current will be indicated.

Results of laooratory determinations of coupling between source locations and antennas will be preseited together
with the results of flight-test experiments conducted to verify the coupling information. Finally, the source data will be
combined with the coupling information to predict the equivalent noise fields to be expected at typical antenna locations
on aircraft. These noise fields are compared to atmospheric noise levels to determine the degree of system performance
degradation that can result from precipitation-static noise.

I INTRODUCTION

A. General

As afriraft began to be operated under all-weather conditions, the effects of electostatic charging were
observed. I In general, it was found that when aircraft were operated in precipitation, radio noise would often occur and
disable onboard communication and navigation systems just when they were most needed. This relationship between
electromagnetic interference "static" and precipitation led to the name "precipitation static."

Careful study of the problem immediately after World War II indicated that the noise resulted3 from frictional
charging occurring when precipitation particles struck the aircraft and deposited charge on its surfaces. This charging,
in turn led to electrical discharges of the sort discussed by Dr. Taillet in the previous paper. It was determined that it
was the radio noise from these discharges that disabled the communication and navigation equipment.

Subsequent studies led to a better understanding of the various mechanisms involved in the charging and discharging
processes and techniques were developed to mitigate the undesirable effects of the charging/discharging processes.
Indeed, conventional metal-skinned aircraft equipped with analog-type electronics could operate successfully under all
weather conditions.

B. Motivation for Continueu Study of Static Charging

As each new aircraft is developed, there is a constant effort to improve its performance over that of its
predecessors. To achieve this goal, the designer is driven to use new materials in the fabrication of the airframe and to
equip it with the latest avionics systems. Changes in either of these areas can affect the susceptibility of the overall
system to static charging. It is important that the designer be aware of the impact on system static susceptibility of
changes in design.

In an all-metal aircraft equipped with analog avionic systems, the primary source of noise is corona discharge from
the aircraft extremities. Since the skin of the aircraft is a good electromagnetic shield, noise couples to avionic systems
primarily through their associated antennas located on the exterior of the aircraft. The use of new materials such as
dielectrics and composites changes the way in which charge is deposited on the aircraft and generally degrades its
electromagnetic shielding. Thus, unless care is exercised, the electromagnetic noise levels on the interior of the new
aircraft may be substantially higher than they were on conventional all-metal aircraft.

Also significant, is the fact that the original avionic -stems were based on vacuum tube analog circuitry which was
quite immune to damage and catastrophic upset by electromagnetic noise pulses. The new systems, on the other hand,
use digital avionics which are far more susceptible to damage and upset. In addition, momentary loss of avionic systems
in the older generations of aircraft generally meant a temporary inconvenience in that the aircraft could be flown by the
pilot during the period of outage. In future generations of aircraft, it appears that improved performance will be
achieved through increased reliance on stability-augumentation devices--possibly tn the extent that the aircraft will be
so unstable that the pilot will no-longer be able to fly it without the avionic systems. Thus, a loss of a critical avionic
system may jeopardize the entire aircraft.

Since the addition of fixes to provide immunity from the effects of static electrification always implies cost and
weight penalties, the designer needs accurate information about the processes and their effects to prevent overdesign or
underdesign of the protection schemes.
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Ii ELECTROMAGNETIC NOISE COUPLING

The generation and coupling of
electromagnetic interference is most
readily attacked by breaking down the SOURCE COUPLING VICTIM
overall processes into the three steps
illustrated in Figure 1. A source of 8o XO6AI

noise exists on the aircraft and ex-
cites electromagnetic coupling paths FIGURE 1 GENERATION AND COUPLING OF ELECTROMAGNETIC
to couple interference into the victim INTERFERENCE
circuit. With the breakdown shown in
the figure, it is possible to consider
the three facets of the problem inde-
pendently.

The noise sorcRs can be characterized as Dr. Taillet has done for the corona discharge, the spark, and the
surface streamer. This information on source characteristics together with information on charging rates
and discharge location, permits the engineer to consider a noise source of prescribed intensity and electro-
magnetic character to be located at a defined position on the aircraft.

Next, the electromagnetic coupling between the source location and the victim circuit of interest must be
considered. Sometimes, as in the case of corona discharge directly from an antenna, the coupling path is
obvious and is amenable to a simple analysis. In other cases, these coupling mechanisms are, gire subtle and it
may be necessary to resort to experiment to define the coupling over the frequency range of interest. I I

By combinwrn the source and coupling information, it is possible to determine the signal coupled to the
victim circuil. If the coupled signal level is lower than the susceptibility level of the victim system
under consideration by a reasonable margin, no interference will occur. If the coupled noise signal level
exceeds the susceptibility limits of the victim, appropriate noise reduction measures must be taken.

Considering the noise generation and coupling problem in the light of Figure I serves to emphasize the fact
that controlling the interference can be attacked in three different ways. First, one can take steps to
eliminate or reduce the intensity of the noise source. rVeed, this approach is generally the simplest to
implement in the case of surface streamering and sparking.

"
I Second, an effort can be made to reduce the

coupling between the source and victim. Sxfnples of this approach include the addition of shielding and the
installation of decoupled corona discharges. ' Third, the basic hardness of the victim can be improved.
Since this approach often involves changes in circuit design or system design philosophy, it frequently cannot
be applied.

A further consequence of viewing the interference problem in the light of Figure I is the recognition that
the nature of the interference signal at the victim may be quite different from the source signal. The fact
that the amplitude may be lower at the victim is intuitively obvious. Less widely recognized is the fact that
the time waveform of the noise pulse arriving at the victim often may be quite different from that generated by
the source. In general, the source consists of a succession of short pulses which excite currents on the
aircraft structure and wiring. Electromagnetic resonances in the structure and wiring can cause the pulse
arriving at the victim to be stretched out in time.

III EFFECTS STLMMING FROM CHARGING OF ENTIRE AIRCRAFT

A. Electrification Processes
PRECIPITATION

The various ways in which static electrification of PARTICLES
an aircraft can occur are ill strated in Figure 2.
Figure 2(a) illustrates frictional eiectrification; as

uncharged precipitation particles strike the aircraft,
they acquire a positive charge, leaving an equal and op-
posite negative charge on the aircraft and raising jtg (a) FRICTIONAL
potential to tens or hundreds of thousands of volts. 

' a

Charging occurs both on the metal structure of the air-
craft and on dielectric surfaces such as the windshield. e
As is discussed in more detail in Section IV, dielectric
surfaceTsgon thus become charged with respect to the air- -__- _ _ _ _

frame. Engine charging, illustrated in Figure 2(b),
occurs, t.hen flight vehicles are operated at lcw alti- (b) ENGINE
tudes. I Processes, as yet incompletely understood,
occur within the engine combustion chamber and cause a
predominantly positive charge to be expelled with the
engine exhaust. This causes an equal and opposite (nega- -

tive) charge to be imparted to the aircraft, charging it CLOUD'
to potentials of tens or hundeds of thousands of volts. CLOUD,
Exogenous charging, illustrated in Figure 2(c), occus (0 EXOGENOUS
when the vehicle flies in a region of electric field,
such as that generated between oppositely charged regions 90-XO6A-2

of clouds; this field can cause discharges to occur from
the extremities of the vehicle. FIGURE 2 CHARGING PROCESSES

The operational conditions under which static electrification can occur depend somewhat on the class of
vehicle. Since airplanes encounter severe charging during operation in clouds in horizontal flight, electri-
fication can continue for considerable periods of time on all-seather missions. On jet aircraft operating at

low altitude, engine charging can be an additional source of long-tern~ electrification. Helicopters become

http://www.abbottaerospace.com/technical-library


12-3

charged while flying through naturally occurring clouds. In addition, a hovering nelicopter can stir up snow
or dust thereby generating its own cloud of particles to produce frictional static charging problems in regions
where conventional aircraft do not.

A typical record generated at an altitude of 25,000 ft during the flight of a jet fighter through cirrus
clouds is shown in Figure 3. At the top of the record is a trace showing the charging current arriving on an
electrically-isolated probe installed on the front of the aircraft. The total current arriving on the aircraft
is proportional to the particle probe current. The middle trace in Figure 3 shows the time history of the
aircraft potential. It is evident that the aircraft potential varies directly with charging current. The
lower trace in the figure indicates the current leaving a discharger mounted on the tip of the trailing edge of
one of the wings. The discharge current evidently follows the variations in aircraft potential.

0 0
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_JZ
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FIGURE 3 PRECIPITATION CHARGING Gi JET FIGHTER AIRCRAFT

It is interesting to note the rapidity Ath which all of the measured parameters in Figure 3 vary.
Charging current and aircraft potential go from minimum to maximum in I or 2 s. It is also of interest that
negative charge is arriving on the aircraft. The aircraft charges to a negative potential, and negative charge
leaves the aircraft via the dischargers. It should be noted that during the period shown on the record, the
peak aircraft voltage was 80 kV, and that the maximum current leavings the instrumented discharges was roughly
45 uA. These magnitudes are typical for flights through cirrus clouds. Finally, the record indicates that
even when the aircraft potential is as low as 25 kV, the discharger current does not go to zero.

A record of engine charging during the takeoff of a jet fighter aircraft is shown in Figure 4. The wheels
leave the ground at t=O. At t 0.5 s, the aircraft potential has reached -64 kV, and the discharge current is
13uA. As the aircraft climbs, we see that the airplane potential and discharge current gradually decrease.
This dec~rease in engine charging during climbout is characteristic of all aircraft and also occurs on
rockets.
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FIGURE 4 ENGINE CHARGING DURING TAKEOFF OF JET FIGHTER AIRCRAFT
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The sensitivity of engine charging current to changes in throttle setting is illustrated in an interesting
rmanner in Figure 4 by the period of increased charging and airplane potential 5 s after takeoff. Here
discharger currents were briefly increased by a factor of two or more. The changes in charging are associated
with a power change evidenced by an abrupt 6% reduction in engine RPM. Such behavior was also observed during
flight tests on a 707 aircraft.

In comparing Figures 3 and 4 we note that the aircraft potentials in the two cases are of comparable
magnitude, but that the discharge current is substantially less under engine charging conditions. Precipita-
tion charging cucrents are even higher than those shown in Figure 3 when the aircraft is flown in different
cloud types--for example, through frontal snow. Thus, noise elimination methods adequate for precipitation
charging will certainly be adequate under conditions of engine charging. It should be noted that the record of
Figure 4 was generated during a takeoff in clear weather. Thus engine charging will cause electromagnetic
interference problems on every takeoff and landing unless the proper protective steps are taken.

Frictional charging of a different type of aircraft is shown in Figure 5. This figure shows a record of
charging current and helicopter potential measured on a Chinook helicopter hovering in a dusty environment.
T=0 ce~notes roughly where take-off occurred, and the hover altitude of 50 ft was established at approximately
15 s. In this figure the charging current rapidly increases to about 300pA and then at about t=17 seconds
slowly begins to decay. This decay is due to the rotor wash blowing the dust away from the measurement site.
It should be noted that the helicopter potential reached a maximum value of 140 kV and then gradually decayed
to roughly 75 kV. Since the self capacitance of a hovering Chinook helicopter is roughly 1000 pF, these
potentials correspond to stored energies of 10 3 and 3 J, respectively.
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FIGURE 5 HELICOPTER POTENTIAL AND CHARGING CURRENT AS A FUNCTION OF TIME
AFTER LIFTOFF IN A DUSTY ENVIRONMENT

B. Effects on Vehicle Ope-ation

1. Electromagnetic Noise

Although the vehicle charging processes discussed above produce virtually no difficulty, the vehicle
voltage can become so high that electrical discharges occur (as illustrated in Figures 3 and 4). The discharge
of the accumulated static electricity is harmful because it produces electromagnetic noise.

As was indicated by Dr. Taillet, the corona ischarge at aircraft operating altitudes consists of a series
of short pulses such as the one shown in Figure 6. The precise amplitude and time structure are a function of
aircraft altitude and discharge point radius. Laboratory measurements on a corona discharge from a sheared
metal edge (simulating the trailing edge of 5an airloil) indicate that, at atmospheric pressure, the5 pulse
repetition frequency (prf) is n the order of l0~ pulses per second when the discharge current is l.OfljAA. Thus
each pulse carries away 10- Coul. of charge. Since a precipitation particle deposits roughly 10- Coul. of
charge, each corona pulse removes the charge deposited by 100 precipitation particles. Since the capacitance
of a large aircraft such as the 707 is 100 pF, the charge carried away by a single corona pulse changes the
aircraft potential by I volt.

Although data regarding corona pulse form and other characteristics provide insight into the corona
discharge process, phoona noise calculations are most easily carried out using noise spectral data of the sort
shown in Figure 7." These data present measured spectral characteristics for the entire aircraft operating

~altitude range. It should be noted that the corona source is most energetic at low frequencies, but that it
co~isapreciable energy well into the HF band.

L)]
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When the source characterization work leading to Figure 7 was under way, aircraft used the VHF and UHF
bands strictly for line-of-sight communication and navigational aids were operated at received signal levels
sufficiently high that corona noise at these frequencies was not of concern. Accordingly no effort was made to
extend the corona spectrum studies above 14 MHz. This is unfortunate since it is now planned that satellite
communication links operating at low received signal levels will be employed on aircraft. To accurately assess
their vulnerability, it would be useful to have corona spectral data extending to VHF and UHF.

In general, the corona noise source on an aircraft is located in one place, and the affected antenna or
system is located in another. It is therefore necessary to define the coupling between the noise source and
the victim yetem. This was done experimentally for two antenna locations on the 707 aircraft as illustrated
in Figure 8. , The antennas used in making the measurements were a small tail-cap and a flush belly antenna
located in a fairing at the root of the wing. Coupling was measured between each of these antennas and the
noise source regions at each of the airfoil extremities. The results of the measurements are shown in
Figure 9.

Although the coup-
ling-measurement tech- TAIL CAP
nique used inevitably ANTENNA RUDDER TIP
includes the test-an- \
tenna characteristics
in the measured re-
suits, the form of the
coupling as a function ELEVATOR
of frequency is not af- TIP
fected by the details NOISE
of the test antenna, SOURCE
provided the antenna
dimensions are small
compared to a wavel-
ength at the frequen-
cies of interest. In
this case, only the WING TIP
magnitude of the coup-- NOISE
ling function will be SOURCE
affected by a change in
the antenna. The data
shown in Figure 9 have BELLY
therefore been adjusted ANTENNA
to represent the coup- 80-XO6A-8
ling to an antenna hav-
ing unity induction FIGURE 8 ANTENNA AND CORONA-NOISE SOURCE LOCATIONS
area, a, in response to FOR KC-135 COUPLING MEASUREMENTS
a low-frequency, ver-
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The variation with
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the rudder tip are strongly coupled to the tailcap antenna. Discharges from the fin will therefore generate
the dominant corona noise signals in the tailcap.

The data of Figure 9 can be applied without restriction to aircraft of similar shape but different size.
In general, the same resonances will occur on the scaled aircrn, but they will occur at the scaled frequency.
The.magnitude of the coupling must also be scaled with aircraft size.

Actually, the data of Figure 9 are the only coupling data presently available for conventional aircraft and
have been scaled and applied to other aircraft with remarkably good results even when the scaled aircraft were
not very fjmilar to the 707. Limited coupling studies have been carried out for a helicopter but have not been
published. Additional coupling data covering a wider variety of aircraft configurations and antenna loca-
tions are badly needed.

In the case of helicopters, corona discharges occur from the tips of the blades, so that coupling to the
blade tips is of intest. Since this varies with blade position, the corona noise intensity is modulated at
the rotor frequency. In general, the coupling varies with antenna location and displays resonances of the
same general sort observed in Figure 9.

By combining data of the sort shown in Figures 7 and 9, it is possible to predict the corona discharge
noise levels. This was done for the case of 707 aircraft and the results are shown in Figure 10 along with
the results of flight test noise measurements. It is evident that the two sets of data are in good agreement
for both antennas.
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FIGURE 10 CORONA DISCHARGE NOISE IN 707 ANTENNAS

The corona n"se level in the tailcap antenna is substantially above the accepted value of nighttime
atmospheric noise. Since the system designer can achieve improved performance to the point where the system
input-noise figure is reduced to the atmospheric noise level, it must be assumed that optimized systems are now
or will be operating at the atmospheric noise level. Thus, the tailcap corona noise severely degrades the
erformance of such a system. It should also be observed that 40 dB of noise reduction is required to reduce

corona noise to the nighttime atmospheric noise level cited in Reference 15. Even greater noise reduction is
required to approach daytime atmospheric levels.

Although the belly antenna noise levels shown in Figure 10 are comparable to the nighttime atmospheric
noise at certain frequencies, it is important to note that a 350,uA charging current is typical of the charging
conditions found in light cirrus, and that currents up to 3 MA were measured in flight. Under these
conditions, the noise levels will be 10 dB higher. Thus at least 30 dB of noise reduction is required to
reduce corona noise to the nighttime atmospheric noise level at all frequencies.

Because of the way ir 'iich charging current, gnd noise coupling scale with aircraft size, corona noise
problems are generally more st, e on smaller aircraft.
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2. Shock Hazard

Although the electromagnetic noise generated by corona discharges from helicopter blades can cause opera-
tional problems, another serious problem occurs in connection with their operation. As a result of the Stti
charge on helicopters, ground cargo handlers may receive severe shocks upon touching lowered cargo hooks. "g
The static charge on the helicopter can also ignite flammable materials or initiate sensitive electro-
explosive devices.

To assess the significance of the helicopter charge levels shown in Figure 5, it is necessary to be able to
relate them to a person's response to different levels of stored energy. 18 To this end the test helicopter was
configured as shown in Figure II and hovered 25 ft over a concrete pad. This test was conducted by raising
the helicopter up to some potential, V, using the internal power supply. The (barefooted) person beneath the
helicopter then touched the simulated cargo hook and noted his response. Helicopter voltages, discharge
energies, and the subjects observations about the shock levels experienced are shown in Tab1 2 It can be
seen from this table that the subject's comments agree well with data published by Daiziel." ' The data in
Table I also demonstrates that the tolerable helicopter voltage is substantially below the helicopter poten-
tials measured in Figure 5.

25 ft

80-XO6A-1I

FIGURE 11 AIRCRAFT CONFIGURATION USED TO MEASURE PHYSIOLOGICAL
RESPONSE TO ELECTRIC SHOCK

Table I

PHYSIOLOGICAL RESPONSE OF SUB3ECT EVALUATING
ELECTRIC-SHOCK FROM CHARGED HELICOPTER

Aircraft Helicopter
Voltage Discharge Energy* Comments

(kV) (m3)

2.5 3
3.0 12.5
6.0 20 (Dalziel threshold)
7.5 28 "Slight shock"
10.0 50 "Shock in fingers"
12.5 78
15.0 112 "Sensible shock"
17.5 152 "Shock felt in wrist"
20.0 200 "Distinct shock felt in wrist and ankles"
23.7 250 "(Dalzie Strong shock, not dangerous)"

NOTE: Assumed helicopter capacitance 1000 pF.
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Defining lethal levels of impulse shock is difficult in view of the scarcity of data and the complex way in
which electrical shock affects the body. Ventricular fibrillation, the most common cause of death in electric
shock cases, occurs at intermediate levels of current. Below this level, only unpleasant sensations are felt,
while very strong short shocks will stop a fibrillating heart. Dalziel describes a case in Sweden in which a
22 year-old man was killed as the result of receiving the residual charge from the capacitors of a high-voltage
filter supplying a 150-kW transmitter. The energy received by the victim was estimated to be 24 3. The same
paper discusses other cases in which people received comparable or higher shocks and survived with bums,
unconsciousness, or severe headaches. The conservative interpretation of Dalziel's data is that the peak
potentials and stored energies in Figure 5 are not acceptable for cargo handling operations, and that means for
controlling the helicopter potential must be provided.

IV EFFECTS STEMMING FROM DIFFERENTIAL CHARGING OF PARTS OF AIRCRAFT

A. Electrification Processes

In Figure 2(a) it is indicated that impinging precipi-
tation particles deposit charge on the frontal surfaces of
the aircraft. Charge deposited on metal surfaces is free

CORONA to flow over the airframe and redistribute itself as
INDUCTION PULSES DISCHARGES required by the governing boundary conditions. Charge
PRODUCED BY FROM deposited on dielectric surfaces such as the windshield or
CHARGED PARTICLES EXTREMITIES radome is bound where it arrives since these surfaces are
PASSING ANTENNA not electrical conductors. Thus it is possible for these

frontal dielectric regions to chy~e to a potential dif-
STREAMERS ferent from that of the airframe. ' Charge continues to be
ON PLASTIC deposited on the dielectric raising its potential until a
SURFACES streamer (a sparklike discharge) occurs across the dielec-

'L' tric surface to the airframe. The processes involved in
the streamer discharge, and its electromagnetic properties,
have been discussed by Dr. Taillet. Since streamer dis-
charges are short in duration and involve the transport of
charge over a long distance, they act as a strong source of

SPARKS BETWEEN Z - . -. RF interference.

UNBONDED METAL An important source of interference that often occurs
SECTIONS inadvertently on airplanes is associated with sparking br

80-X06A-12 tween unbonded adjacent metal sections of the aircraft.
For example, consider Figure 12, which shows a break in the

FIGURE 12 NOISE SOURCES wing; charging processes on the airframe will raise the
potential of the inboard section with respect to the out-
board section until a spark occurs in the gap. This spark
produces a short current pulse, which is also a source of
noise. In flight, the current required for corona dis-

charge from the isolated wing tip is supplied from the remainder of the airplane. In fact, it is possible for
charge arriving on the radome of the aircraft in Figure 12 to generate noise by three different processes
before it finally leaves the aircraft. First the charge accumulates until it produces a streamer over the
radome. Next it can generate a spark in the gap shown in the wing. Finally it generates noise where it is
discharged in the corona from the wing tip.

B. Effects on Vehicle Operation

I. Streamer Noise

Typical pulses induced in a wire located
immediately below the dielectric surface on
which stretchers are occurring are shown in

6x104 Figure 13. 1 It is evident from the figure
that the time waveform of the pulse depends on

CURRENT PULSES the length of the streamer discharge.5x10 4  COMPUTED FOR -

40 3Assuming that the wire is terminated in anI 4x0"4 
=
3 m

1  
- impedance of 1000 ohms the current pulses of

Im - 0.01025 A Figure 14 will generate voltage pulses of
Z 3x10 4  0.4 V. This pulse amplitude -is sufficient to

n. Q 2 in. 4 in. upset a variety of circuits. In particular, it

2x10 4  should be noted that great care should be exer-
cised not to route cables associated with digi-
tal systems under dielectrics located on air-
craft frontal surfaces.

0 To investigate the effects of streamer dis-
0 0.5 1.0 1.5 2.0 charge noise on narrow-band systems such as

TIME - As radio receivers, it is convenient to express
so-xOe-13 the source function in terms of a noise fre-

quency spectrum as was done for the case of

FIGURE 13 TYPICAL CURRENT PULSES INDUCED BY STREAMER corona noise in Section III B-I. The results

DISCHARGES of streamer-noise-source spectrum calculations
for several arrangements of the dielectric
region are shown in Figure 14 for the case of
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unity coupling (: 1 m- 1 ) and a charging current to the dielectric region of I -,:IA. It is evident from Figure 14(b) that
in spite of the differences in the physical arrangements considered, the ree spectra are almost identical in the
frequency range considered. This result is significant in that details of the geometry of the dielectric region and details
of antenna location do not noticeably affect the form or magnitude of the resulting noise spectrum. Thus, we can be
quite loose in defining the precise streamer geometry and still obtain valid noise data.

To further explore the effects on the noise spectrum of varying streamer geometry, calculations were carried out to
determine the noise spectra generated by a given charging current on regions of a given shape but of varying size. The
results of such calculations indicate that increasing the size of the region (this increases streamer length) increased the
low-frequency content of the noise spectrum. This is in keeping with the results shown in Figure 13 where it is indicated
that increasing the length of the streamers stretches the induced-current pulse, thereby increasing its low-frequency
content.

A spark noise source (isolated at the ends of high resistance leads to avoid modifying the electromagnetic coupling
fields) was used in the work of Ref. 22 to measure the coupling between three antennas located in the fuselage of an
aircraft, and the surface of a radome located on the nose. The measurements were made using an oscilloscope connected
to the antenna terminals, and represent the low-frequency coupling, which is of primary interest because streamer noise
spectra fall off rapidly with increasing frequency above I MHz. The results of these measurements are reproduced in
Figure 15.

It is interesting to note that the magnitude of the coupling from the fuselage antennas to the radome (Figure 15) is
of the same order as the coupling of the belly antenna to the airfoil extremities (shown in Figure 9). Also, we should
note that for a given discharge current the source intensity (at low frequencies) for streamer discharges shown in Figure
14 is roughly the same as for corona shown in Figure 7. It should be observed, however, that all of the current arriving
on a vehicle is discharged as corona, whereas only a small fraction of the total charging current (that arriving on the
dielectric surface in question) contributes to the streamer-noise generation process. Thus, except for antennas located
in the immediate vicinity of a frontal dielectric surface (in which case coupling is high), streamer noise is generally less
of a problem than corona noise.

2. Discharges from Windshields

Modern windshields often incorporate an optically-transparent electrically-conductive layer below the outer ply.
Electrical power applied to the conductive layer heats it and de-ices the windshield. Wires lead from the de-icing layer
to control circuitry and to the aircraft power system. The presence of this hi l1conductive layer immediately below
the outer ply allows the storage of great amounts of charge on the windshield. ' Ground crew personnel have been
shocked and knocked off aircraft by touching the windshield shortly after the aircraft landed. Fighter pilots occasionally
receive shocks when their fingers extend onto the windshield as they support themselves by the windshield frame while
getting up from the forward seat.

Occasionally massive discharges occur in which most of the charge on the windshield is discharged. These
discharges have caused the de-icing control circuitry to be damaged. In other instances, less energetic but more
frequent discharges have induced signals in de-icer control wiring which, in turn, coupled interference pulses into avionic
systems causing them to malfunction.

3. Spark Discharges

As Dr. Taillet has indicated, spark discharges involve processes capable of generating high-amplitude, fast-risetime
pulses containing energy extending from the LF through the VHF range. Operational experience with this noise source
has generally involved instances in which various electrical conduilors became unbonded in subtle ways. Examples of
three such instances on operational aircraft are shown in Figure 16.

In the example of Figure 16(a), an airline began to experience p-static of sufficient intensity to adversely affect
VOR navigation and VHF communications. Minute cracks were found in the lightning diverter strips on the nose radome
due to weathering of the thin aluminum foi.. Whenever precipitation charging was experienced, charge deposited on the
radome surface would flow to the isolated portion of the diverter strip and accumulate until the voltage across the gap
became high enough to initiate a spark. Each spark discharges the isolated strip completely, so considerable charge is
transferred; therefore, each spark is an extremely energetic noise source. The dimensions of the diverter strips,
furthermore, are such that at VHF they are a large fraction of a wavelength long; thus, at VHF a defective diverter
system degenerates into an efficient antenna system driven by a spark noise source.

In the example of Figure 16(b), a particular B-707 aircraft of an international airline experienced severe p-static on
its radios. All efforts to solve the problem failed, and the problem threatened to ground the aircraft as unsafe for long-
range flight. Finally, an outboard wing inspection panel was discovered to have been repainted during a previous
inspection; when it was reinstalled on the aircraft, the mounting screws had not penetrated the paint, which left an
isolated section. Precipitation charging of the isolated panel charged it to a high potential with respect to the airframe
so that sparking occurred across the insulating gap. Thus, the insulated panel was, in effect, an electric dipole antennadriven by a spark noise source.

The example of Figure 16(c) occurred early in the application of the ortho-decoupled dischargers to jet transports.
Two airlines flying DC-S aircraft reported bad P-static on discharger-equipped aircraft. The design of the DC-8
vertical fin is such that a bonding strap must be used to bridge from the metal main structure of the forward part of the
fin to the dischargers mounted on the insulating plastic trailing edge. Damage to the electrical bond was found so that
current flowing from the airframe to the discharger produced sparks across the gap in the discharger bonding system.
This resulted in a spark-excited radiating system on the vertical fin of the aircraft.

Perhaps most significant in Figure 16 is the fact that such minor departures from the design configuration are
ultimately found to be responsible for the generation of sparking noise. This degree of attention to detail is always
necessary in tracking down noise sburces on aircraft.
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FIGURE 16 NOISE COUPLING TO RADOME

4. Discharges to Interior of Aircraft

Thus we have discussed the charging of dielectric surfaces on aircraft ultimately resulting in surface
discharges on the outside surface of the dielectric to relieve the deposited charges. It must be recognized
that field lines originating on the surface charges can penetrate the dielectric and terminate on objects inside the aircraft
as is illltrated by the pilot's fingers in Figure 17(a) , as well as terminatirn on the metal rim surrounding the dielectr..:
surface. If the pilot reaches toward the windshield he will initiate a breakdown between his finger and the back of the
windshield which deposits charge on the inside of the windshield as shown in Figure 17(b). Once the situation in Figure
17(b) is established, additional negative charge can accumulate on the outside of the windshield, and, if the pilot points at
the windshield a second time, a second breakdown can occur.
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FIGURE I6 EXAMPLES OF SPARKING-NOISE SOURCES ON OPERATIONAL AIRCRAFT (after Moore)
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FIGURE 18 SQUIB INITIATION BY CORONA DISCHARGE
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This same mechanism can initiate electro-explosive devices as is shown in Figure 18. Charge on the
dielectric surface induces a corona discharge from the initiation. wiring and deposits charge on the bridgewice
circuit. The charge on this circuit ultimately causes a spark discharge between the bridgewire and case. The
spark fires the initiator.

As is discussed by Taillet (29), discharges to the wiring on the interior of a vehicle can also cause
computer malfunction with serious consequences.

V CONCLUSIONS

Static electrification during aircraft operation charges the aircraft as a whole, and produces potential
differences between insulated parts of the aircraft and the main airframe. As a result of this electrifica-
tion, a number of discharge processes can be activated. The consequences of these resulting discharges vary
from the annoying to catastrophic, depending upon which avionic system is affected and the time during the
mission when the discharge occurs. Accordingly, it is important that careful consideration be given to static
electrification and its consequences during the design and development of an aircraft system
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ALLEVIATION TECHNIQUES FOR EFFECTS OF
STATIC CHARGING ON AVIONICS
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LIST OF SYMBOLS

El = electric field that would be produced in region T2 by the application of a
Voltage (V1 ) to the antenna terminals

I = short-circuit antenna noise current

22 = current density in region T2 produced by motion of noise-producing charge

T 2 = spatial region of interest in which J 2 is non-zero

V1 = voltage applied to antenna terminals to produce field E .

x = three-dimensional field--or current--vector

ABSTRACT

It is productive to consider electromagnetic problems in terms of the source, the coupling process, and the victim
system. Elimination of precipitation static can also be considered in these terms.

Since the radio interference of concern stems from noise-producing discharges resulting from aircraft charging, it is
tempting to try to eliminate the source of the problem by eliminating the aircraft charging itself. Unfortunately, it has
not been possible to devise workable schemes to eliminate the charging.

Accordingly, noise reduction schemes intended to eliminate the source are confined to the elimination of surface
streamer discharges on electrically-insulating frontal surfaces by coating the surfaces with electrically-conductive
material. This procedure allows the charging current to flow off the surface as rapidly as it arrives without generating
noise.

Another technique for eliminating surface-streamer noise at the source is simply to relocate insulating materials
(i.e., antenna-insulating materials) to regions at the aft of the aircraft where they will not be charged by impinging
precipitation particles or to install particle deflectors upstream of the dielectric surface.

Successful techniques for the control of corona discharge noise involve forcing the discharge to occur from special
discharging devices installed at high field regions on the aircraft where corona discharges are likely to occur naturally.
The dischargers are designed to reduce the corona source intensity and to decouple the discharge source from the
airframe. Practical dischargers are capable of reducing corona discharge noise by as much as 60 dB.

Noise generated by sparking between sections of the metal structure can be eliminated by electrical bonding of all
portions of the structure.

Descriptions of techniques demonstrated by laboratory and flight tests to be successful in controlling precipitation-
charging interference are given below.

I INTRODUCTION

As was indicated in the previous paper, static charging of aircraft in flight results in electrical discharge processes
which can have deleterious effects on avionic systems. When operational problems developed from the effects of static
charging, various programs were conducted to identify the responsible mechanisms anl to develop alleviation techniques.

The alleviation problem can be approached by a consideration of the generic manner in which electromagnetic
interference is generated and coupled into electronic systems. Figure 1, reproduced here from the previous paper,
indicates that the problem may be considered in three separate stages: a source of interference exists on the aircraft
and excites the various coupling paths which transfer the inteference to the victim system.

SOURCE - COUPLING VICTIM

FIGURE I GENERATION AND COUPLING OF ELECTROMAGNETIC
INTERFERENCE
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Conceptually, the alleviation process can be applied at any one or all of these stages. One can concentrate on the
elimination of the noise source, minimizing the coupling between the sources and the victim, or rendering the victim
system inherently immune to interference. In the case of static charging effects, the approaches to alleviation
techniques have included each of these basic areas.

II ATTEMPTS TO ELIMINATE CHARGING

As soon as it became evident that "precipitation static" was caused by frictional charging of the aircraft or parts of
the aircraft, the possibility of devising coatings to eliminate the charging or at least to reduce its magnitude 'io
acceptable levels arose. The possibility was pursued to a substantial extent in the work reported by Gunn
Unfortunately, the charge separation occurring when two bodies are brought into contact and then separated depends
upon the properties of the contacting surfaces and not upon the underlying bulk materials. Thus it was found that a
coating which reduced charging substantially when it was first applied to an aircraft had its desirable properties
destroyed when the leading edges of the wings were wiped down with a cloth having traces of oil. Also, it was found that
the static charging properties of ice varied substantially with temperature so that a coating which might be satisfactory
at one temperature would be ineffective at another temperature. A further consideration for not pursuing charging-
control coatings is that they would have no effect on engine charging. Thus even if a successful coating could be
developed, other alleviation techniques would have to be developed for engine charging. In light of these difficulties, it
was decided that it would be most fruitful to pursue alleviation techniques which did not depend on controlling the
charging process.

In subsequent programs, measurements have been made of important charging parameters such as the charge
transferred to the aircraft by an individual precipitation particle, the total charging current to an aircraft as a function
of cloud type, the way in which charging current varies with aircraft size, and the location of current discharge from an
aircraft. These measurements were all directed at quantifying the noise problem and understanding the discharge
processes involved, and not at attempting to control the charging.

Ill ALLEVIATION OF PROBLEMS STEMMING FROM CHARGING OF THE WHOLE AIRCRAFT

As was indicated in the previous section, it is not possible to eliminate the aircraft charging which leads to the
corona discharges responsible for most of the precipitation static interference. Thus, it is not possible to completely
eliminate the corona "source" in Figure 1. Successful attempts to alleviate the effects of corona discharge have
focussed on controlling the nature of the corona discharge to reduce the source strength and/or devising ways to
minimize the coupling between the source and the victim. Indeed, the most successful techniques employ both
approaches.

A. Passive Discharging

The properties of the static electric fields around an electrically-conducting body are such that the highest fields
will occur at the extremities--the airfoil tips on a conventional aircraft. Thus, corona discharges will occur from the
regions of the airfoil tips under conditions of precipitation charging. Figure 2 shows the results of laboratory
measurements of aircraft voltage needed to induce corona from different parts of the wing. The lower curve shows that
a discharge at the tip can be initiated with roughly half the voltage required to initiate corona from a point 50 in.
inboard of the wing tip.

The fact that corona discharges tend to occur in a few well-localized regions on the aircraft indicated that it should
be possible to force all of the discharge current normally experienced in flight to leave via specially-designed dischargers
installed in these same regions. If the dischargers were designed to control source intensity and noise coupling, a
substantial corona noise reduction could be achieved.

The upper curve in Figure 2 indicates that the space charge generated by corona from a discharger installed along an
airfoil trailing edge has the effect of shielding the region in its vicinity and making the trailing edge less prone to corona
discharge. Thus, only a limited number of dischargers would need to be installed along the trailing edge to handle all of
the charging current to the aircraft.

The development of a highly-successful discharger for use on jet aircraft proceeded generally as follows: The
problem of corona noise generation and its coupling into antenna systems was considered in light of a2 _eciprocity
theorem which may be derived in much the same manner as the familiar Lorentz reciprocity theorem. - For the
conditions outlined in Figure 3, the coupling theorem states that

I2 (co) = f

JT2
2

Eq. (1) may be interpreted as follows: if the space and time distribution of the current density, J , produced by the
disturbance are known, and if the field E in the region T produced by a voltage VI applied to the ant nna terminals can
be determined, then it is possible to corpute the short-ci'cuit current induced in the antenna terminals. (Essentially the
coupling theorem states that the noise current generated in a receiving antenna by a discharge is proportional to the RF
field that would exist at the location of the discharge if the same antenna were used for transmitting).

In applying the coupling theorem to the problem of discharging an aircraft, we may consider 12 to be the discharge
current. The coupling theorem then suggests several ways in which the noise content of the antenna current 12 can be
reduced or eliminated:

I. By letting the noise content of J2 approach zero

2. By letting the ratio - approach zero (reducing the coupling)
3 I
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It should be noted that, perversely, the regions of high dc field, such as the airfoil extremities where the corona
i.%. harges occur and where the dischargers must be located, also correspond to regions of high RF coupling fields. For
r-ample, consider the field in a small region about the trailing edge of a wing Figure 4 (a). It is evident that the field

,nrtKuation, either RF or static, is determined by the shape of the conductor forming the field boundary. To develop a
4 oupled discharger, therefore, it is necessay to devise a scheme for causing a difference between the two fields. In

kvti, ular, we would like to have a high dc field imposed upon the discharge point and at the same time to have the RF
.eid at the point equal to zero.
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FIGURE 2 THRESHOLD POTENTIALS OF POINTS ALONG TRAILING
EDGE OF WING ON KC-135
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AT ALL POINTS OF SPACE TO THE DISCHARGE A CURRENT 12 FLOWS
AND IN PARTICULAR IN IN THE SHORT-CIRCUITED ANTENNA
THE REGION T2. TERMINALS T1.

80-XO6B-3

FIGURE 3 ILLUSTRATION OF NOISE-COUPLING THEOREM

-4,- this was done in the case of the flush-mounted, decoupled discharger is evident from Figure 4 (b), which shows
- -st ton of the trailing edge of an airfoil surface in which the rearmost portion is electrically isolated from the

.-,,der of the surface. It is evident that there are two lines along the conductor on which the field is zero, and a
stefrable region over which the field is very small. If a discharge could be made to occur at the point of zero field,
.e would be coupled into the receiving system. In order for a discharge to occur at the point of zero field,

.- er. the isolated section must be maintained at the same dc potential as the remainder of the aircraft. The
;..,rqrents that the trailing edge be isolated at RF and directly connected at dc can be very closely approximated by

.ing the trailing edge to the airframe through a very high resistance. If the value of the connecting resistance is
' ,Tpared to the capacitive reactance between the isolated trailing edge and the remainder of the airfoil, the RF

.11 remain essentially as depicted in Figure 4(b), while the dc field in the immediate vicinity of the trailng edge
w ,' f the firm indicated in Figure 4(c), which differs only slightly from that illustrated in Figure 4(a). Fortunately,

1 . irrent through the connecting resistance is small, so that the voltage drop is not significant except at very high
,, h4rging rates.
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FIGURE 4 ILLUSTRATING DECOUPLED DISCHARGER EVOLUTION

A practical flush-mounted discharger (employed in a series of flight tests in 1957-59 on the Boeing 707 prototype2 ,6

embodying the techniques just discussed is illustrated in Figure 5. Observe that the discharge is forced to occur in the
region of minimum reciprocal field due to installation of low-threshold needles in this region. Since the discharge occurs
from the points of the needles, the discharge current flows at approximately right angles to the reciprocal field lines.
The discharge is thus orthogonally decoupled as well as being decoupled by virture of the minimum in the reciprocal
field. Finally, if very sharp points are used, the amplitudes of the individual current pulses are small, yielding a reduced
noise content in the discharge current. In the practical design then, all three of the noise-reduction methods are
employed, although the majority of the noise reduction results from the decoupling techniques.

Although tests of the flush dischargers were encouraging, it was found that they had a rather high corona threshold
potential. Furthermore, because it is an intergral part of the airfoil trailing edge, the flush-mounted discharger is rather
expensive to install on a retrofit basis. Consequently, another design was considered-particularly for retrofit
installations.

Production versions of the retrofit decoupled dischargers that were finally developed are shown in Figure 6.
Although two physically different dischargers are shown, they are identical in principal and differ only in that Type A
(shown in the lower part of the figure) is designed to mount at the trailing edges of airfoils parallel to the windstream,
while Type B (shown in the upper part of the figure) is designed to mount on the outboard tips of airfoils at right angles
to the airstream. Essentially, the discharger consists of a rod of high-resistance material with a tungsten discharge point
located at the point of minimum coupling near the end of the rod. The aft end of the rod is hemispherically rounded and
coated with a dielectric to prevent corona from occurring at the tip where the coupling is relatively high. The rod fits
into a metallic socket on the mounting base which protrudes aft of the trailing edge and serves as a lightning diverter,
thus tending to protect the trailing edge from direct lighting strikes.

Type-B dischargers are required on the outboard portions of the airfoils, the vortices generated in these regions
produce localized pressure reductions which reduce the corona threshold sufficiently so that discharges can occur from
sections of relatively large radius. The type-B dischargers produce a column of space charge along the wing tip which
reduces the dc field in this region and prevents discharges from the wing tip itself.

B. Active Discharging of Conventional Aircraft

Although passive techniques described above have been developed to discharge current from an aircraft without
coupling appreciable interference into the receiving system, these dischargers require appreciable airplane potential to
discharge the required current (for example, 130 kV to discharge I mA from a KC-135), In many applications it is
important that the airplane potential be essentially zero. It is necessary, for example, to minimize VTOL aircraft
potentials to prevent personnel hazards and to ensure safe handling of flammable or explosive cargo. On other large jet
aircraft, mission requirements often necessitate the installation of devices that protrude beyond the mold lines of the
aircraft and that have low corona threshold. Unless the design of the protruding device is such that it can support a
passive discharger, corona noise will be generated if the aircraft potential is not maintained below the corona-threshold

Because of its relatively simple geometry, the theoretical decoupling of the Type-A discharger can be calculated. 2,6

For rods such as those illustrated in the lower part of Figure 6, with a total rod resistance of 20 M ohm the calculation
indicated that the noise at a frequency of 500 kHz should be reduced by 55.6 dB (the noise reduction increases 20 dB per
octave with increasing frequency). The noise reduction afforded by the dischargers as determined from flight test data
obtained on the instrumented Boeing 707 %ototype was at least 50 dB. Laboratory measurements indicate that 60-dB
noise reductions are obtainable in practice.

Other discharer configurations were conceived, and their performance was predicted in light of the coupling
theorem of Eq. (1). The results of laboratory measurements to verify the analyses are shown in Figure 7. It is evident
from the figure that the An/ASA-3relies both on control of the amplitude of the corona pulses and on the provisionsof
decoupling and is a highly-successful design. Unfortunately, the wick cannot survive the aerodynamic environment
typical of jet aircraft.
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FIGURE 7 RESULTS OF MEASUREMENTS OF NOISE GENERATED WHEN A GIVEN
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levels are expressed relative to the noise generated when the same current

is discharged from the edge of a 0.0327-in.-thick aluminum sheet simulating

the trailing edge of an airfoil.

of the protruding device. Another situation in which it would be desirable to control aircraft potential occurs during
airborn refueling operations when one would like to reduce the potential difference between the two aircraft involved, to
minimize the possible hazards of fuel ignition. In order to maintain the aircraft potential at some arbitrary value
(including zero), an active, or dynamic, discharger system is required.

Such a system was developed for the Air Force and evaluated in flight tests on a Boeing 707 aircraft.7
'

8 Essentially,
the system consists of an ion source that injects ions of the appropriate sign into the windstream about the aircraft, as isindicated schematically in Figure S. If the aircraft were stationary, these ions would be recirculated back to the
airframe. In flight, however, the windstream carries the injected ions away from the aircraft in much the same way as
the belt of a Van de Graff generator transports charge. At aircraft operating altitudes, ion mobility is very low, so that
the windstream is able to overcome high electric fields in moving ions away from the aircraft. In the system tested, a
corona discharge was used as the ion source.

WINDSTREAM IONS ARE CARRIED
AWAY FROM THE
SOURCE BY THE

(WINDSTREAM

ION SOURCE OF~CONNECTION APPROPRIATE
AiRrRAME TO AIRFRAME POLARITY

8O-X06B-8

FIGURE 8 ILLUSTRATION OF ACTIVE DISCHARGER FUNCTIONING

http://www.abbottaerospace.com/technical-library


13-7

It is convenient to break down the active-discharger system tested into four subsystems: a set of corona points
exposed to the windstream and serving as the ion source, a high-voltage power supply to excite the corona points, a
controller to maintain the proper power-supply voltage and discharge current, and a sensor to detect the aircraft
potential and provide an error signal to the controller. This breakdown of subsystems is shown in block form in Figure 9.
The airplane is representd by its free-space capacitance, C, charged to potential V . The electric field sensed by the
field-meter sensor located on the skin of the airplane is proportional to the airplaRe potential. The controller servo-
system uses the field-meter signal as an input and adjusts the high-voltage unit in such a way as to minimize the airplane
voltage.

, POLARITY

FIELD AND
METER AMPLITUDE

SCONTROLLER

V HIGH- DISCHARGER
!c  VOLTAGE I

UNIT Rd

80-Xo6B-9

FIGURE 9 BLOCK DIAGRAI. UF CONTROL SYSTEM

Various practical considerations dictated the final physical and electrical form of the individual parts of the system.
For example, consideration of space charge limitation of the current that can be discharged from an airplane dictated
that the entire stationary wing trailing edge region outboard of the flaps on both wings would be required to discharge
the requisite currents. This in turn meant that one could not use one power supply and discharging element for negative
polarity and a second such combination for positive polarity. Instead, it was necessary to use the same discharging
element for either polarity. The foregoing arguments dictated the development of a variable, reversible high-voltage
power supply. It is not possible to use two unipolar high-voltage supplies back to back to obtain the range -V to 0 to +V,
since the rectifiers in these supplies are back to back, thus preventing dc current flow.

Previous flight-test experience indicated that voltages in excess of 60 kV would probably not be practical in a
high-altitude airborn system. Thus the power supply was designed to have an output voltage range of -60 to 0 to +60 kV.
To permit the dynamic discharger system to be used on aircraft larger than the KC-135, on which the charging current
will be higher, the power-supply system was designed to permit 10 mA to be supplied continuously.

Since two discharging elements (located on opposite wingtips) must be used on each aircraft, it was necessary
either to run high-voltage leads from a common power supply or to provide a separate power supply for each discharging
element. The latter approach was taken and two power supplies, one mounted on each wing tip, were employed in the
active discharger system tested.

A photograph of the final system installed on the test aircraft is shown in Figure 10. The discharging element is
shown installed behind the trailing edge of the wing. (The discharging element actually used the flush-mounted
decoupled discharger of Figure 5). The power supply for each wing was housed at the tip of the wing and covered bv the
normal wing cap. The electric field meter sensor used to measure aircraft potential was mounted in the belly of the
aircraft just aft of the wheel well.

Functioring of the active discharger under precipitation charging conditions is illustrated in the record of Figure
II. At the beginning of the record, the system was operated with manual uit ol of the power-supply voltages as is
indicated by the bottom trace. The power-supply voltage was roughly -20 kV, and the airplane voltage was -60 kV.

At the time indicated by the step in the lower trace, the operating mode was changed to place the power supply in
each wing under automatic control. This switching generated the short transient at this time. The transient was
accompanied by current discharged from the instrumented passive discharger at the top of the fin. It should be noted
that the transient was completely settled in roughly I s, at which time the total discharging current was roughly 800 MA.
After this time the airplane voltage remained essentially at zero. At T = 06:48:37.4 the precipitation conditions changed
so that the charging current decreased, causing both the power-supply voltages and power-supply currents to gradually
decrease between T = 06.48:38 and 06:48:41. In this time interval, the supply voltages and supply currents varied in a
random manner in agreement with the charging current to the airplane, and the airplane potential remained constant at
zero. At T = 06:48:41, both power supplies were turned off, permitting the airplane voltage to rise to a value of 130 kV,
at which time the primaries to both supplies were turned on again, generating a transient that persisted for roughly lI s.
The airplane potential remained at zero until, at T = 06:48:45.5, the power-supply primaries were again switched off to
produce still a third transient. In conclusion, the data of Figure 11 indicated: (I) that the system is capable of
maintaining essentially zero airplane potential with individual power-supply currents as high as 400 jA (total discharge
current = 800 MA), (2) that it is able to follow variations in charging current, and (3) that its stability under conditions of
precipitation charging is very good.

Tests in higher charging conditions indicated that the active discharger system was capable of meeting the rcign
goal of discharging maximum experienced charging rates while maintaining aircraft potential below the threshold voltage
of any part of the aircraft structure.
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FIGURE 10 ACTIVE DISCHARGER INSTALLATION ON RIGHT WING TIP OF 707 TEST
AIRCRAFT

In general, the use of an active system on large aircraft is attractive because of the large number of passive
dischargers required to properly handle the high charging current to these aircraft. Although one might suppose that
using an active-discharge system on a fighter-type aircraft is extremely impractical these aircraft often pose problems
that offer almost no other alternative. For example, prominent pitot tubes and the external stores commonly found on
fighters have such low corona thresholds that functioning of passive-discharge installations is severely compromised.
Thus a simple, lightweight active-discharger system could find application on fighter aircraft.

Since one of the applications envisioned for the system was to eliminate the voltage difference between aircraft
during refueling operations, it could be desirable to test the system's ability to accomplish this objective. To carry out
this test, it would be necessary to fabricate a special, compact field-meter sensor head to mount on the refueling boom
of the test aircraft to permit the potential difference between the two aircraft to be sensed.

C. Helicopter Dischargers

The shock hazard to ground cargo-handling personnel motivated efforts to develop active discharging systems to
control helicopter potential. It was recognized that two major problem areas needed to be addressed before a
satisfactory helicopter discharge system could be developed. The first was a means to discharge the required current
without having it rccirculate back to the licikupler. (There is no net high-velocity air flow around the hovering
helicopter to carry charge away from its vicinity). The second was the development of a satisfactory scheme to sense
the potential difference between the helicopter and ground without providing a ground contact.

A system involving discharge electrodes immersed in the engine exhaust was demonstrated to be capable of carrying
away the requisite current. Expeimnents in which charged aerosol drops were used to carry away charge with minimum
recirculation also showed promise.

Unfortunately, flight tests performed with helicoptors hovering in a dusty environment demonstrated that the
charge on the dust cloud produced intense electric4ields in its vicinity and that helicopter potential sensing would not be
possible without making contact with the gru". This result led to the idea that the use of passive techniques and a
study of their limitations should be pursued. ' The passive discharging method, a technique whereby the helicoter is
earthed through ground contact with a wire or conductive rope, is very attractive because of its simplicity, low cost, and
ease of use. However, it was believed, largely as the result of low-voltage measurements of desert soil conductivities,
that few soil materials could be relied upon to provide a sufficiently low grounding resistance to adequately discharge a
large helicopter. In order to determine the grounding resistance achievable with various materials, a series of high-
voltage contact-resistance measurements were made. The measurements, performed by connecting a high-voltage power
supply through a microammeter to a ground stake at one end and a contact element at the other, were made on arid
desert surfaces such as sand, rock, concrete, and macadam after a 159-day drought. The measurements showed a
surprising characteristic: the resistance decreased nonlinearly as the applied voltage increased as shown in Figure 12.
This nonlinear behavior was apparently due to the electrical breakdown of insulating films on the materials, and the low
resistances (for even moderate voltages) indicated that the passive discharging technique could be used successfully.

In order to demonstrate the usefulness of this technique under a wide variety of conditions, several different types
of grounding apparatus were tested over various surfaces using a hovering instrumented helicopter illustrated in Figure
13. Table I shows the results of tests performed over various "clean" surfaces where the charging current would not be
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expected to be very great. (Charging for this series of tests was provided by the 0-to-20O-kV power supply carried in the
helicopter.) It can be seen from this table that the residual helicopter potential, after contact, was quite low.
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FIGURE 12 RESISTANCE AS A FUNCTION OF VOLTAGE FOR VARIOUS
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Table I

EFFECTS OF VARIOUS SURFACES AND SURFACE CONDITIONS ON
GROUNDING-ELEMENT PERFORMANCE

Surface Initial Dry Surface Wet Surface
Material Aircraft Ihoo Vresidual

Potential 'ps lhook Vresidual Ips(kV) (uA) (A (kV) (%A) (kV) (MA)

Macadam 50 150 125 9 160 155 0
(asphalt) 100 300 265 15 325 315 0

150 500 430 17 525 500 0

Hard 50 180 170 0 160 135 0
desert 100 325 315 0 350 335 0

150 500 500 0 500 500 0

Concrete 50 150 140 5 160 155 0
100 325 300 7 350 325 0
150 500 485 8 525 500 0

In another similar test, the aircraft was flown into an area of freshly disked sand and various discharging elements
were dropped to the ground to test their effectiveness in discharging the helicopter. (For these tests, the internal
power-supply voltage was disconnected, and charging occured entirely as the result of frictional efectrification by the
impinging dust particles). The passive discharging technique was again demonstrated to be successful, as shown in Table
2. It is appropriate to point out that only desert soil materials were available for these tests. The "wet" surfaces of
Table I were obtained by pouring gallons of water over the otherwise dry surfaces. Although the arid surfaces provided a
sevre test of the passive discharge technique, the results of these tests should not be interpreted as representative of all
surface materials. It is possible that some other surfaces, such as dry snow, might not demonstrate the same behavior as
the desert materials.

The "before-and-after grounding" potentials and currents reported in Table 2 were measured by a large, toroidal
parallel-plate, infinite-impedance voltmeter/ammeter carried aloft in the helicopter during these tests, and connected to
earth by a long piece of cable designed to withstand voltages in excess of 200 kV. The voltmeter, llustrated in Fip-ure
13, consisted of a field meter mounted in one of a pair of parallel conducting plates (the lower one was connected to the
airframe). A voltage applied to the upper plate generated a static electric field between the two plates which was
measured by the field meter. The voltmeter was calibrated with a 0-to-200-kV power supply and periodicall) checked
for leakage current and toensure that it was indeed, "infinite" impedance.

Table 2

SUMMARY OF NATURAL TRIBOELECTRIC-ENVIRNOMENT GROUNDING
MEASUREMENTS

(Discharging Element Dropped into Dry, Plowed Desert)

Grounding-Line "System" Ich lhook Vacft Vresid

al (MA) (kV) (kV)

14-M resistor, light chain, 90 79 55 I.1
A/C discharger

14-M resistor, heavy chain, 76 31 70 2.6
corona brush

14-M resistor, spiked 135 125 85 4.8

resistor, 10 inc.-dia. ball

Heavy chain, corona brush 133 128 78 0

Light chain, A/C discharger 110 106 67 0.2

Spiked resistor, 10-in.-dia. ball 150 140 98 1.5

Heavy chain 180 180 98 0.9
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FIGURE 13 GENERAL AIRCRAFT CONFIGURATION USED DURING TESTS

IV ALLEVIATION OF PROBLEMS STEMMING FROM DIFFERENTIAL CHARGING OF PARTS OF THE AIRCRAFT

A. Preventing Charging

Although it is not possible to prevent charging of the vehicle as a whole, it is possible to locate critical areas such as
dielectric covers over antennas in such a way that they will not be struck by precipitation particles in flight. For
example, flush-mounted ADF sense antennas located in the belly of aircraft have proven to be free of streamer-
discharge noise.

If a small area of dielectric is involved, as in the case of an insulator at the base of a blade antenna, it is often
possible to provide a particle deflector ahead of the insulator.

B. Avoid the Use of Dielectric Frontal Surfaces

In some cases, a small region of dielectric on a frontal surff e can generate and couple sufficient noise to
completely disable a system. For example, a paper by the author describes a program in which an aircraft ADF
system consistently malfuctioned under modest charging conditions. The problem was traced to an aerodynamic plug in
the end of a "towel rail" antenna bar which had been fabricated of plastic instead of aluminum used in the development
prototype. Charging of this l-in.-dia. plug generated sufficient streamer noise in the antenna on which it was mounted
to disable the ADF system. Replacing the plastic plug with a metal one cleared up the noise problem in this fleet of
aircraft.

This example illustrates a problem frequently encountered in tracking down sources of malfunction similar to that
described above. The designer of the antenna was questioned regarding the materials used in antenna fabrication. (The
antenna design incorporated sophisticated features such as metal shields on the stand-off masts to prevent streamers).
He indicated that all leading-edge surfaces were made of metal. However, it was not until the aerodynamic plug was
exposed to charging by a directed stream of lycopodium powder that the change of material used in making the plug was
discovered. Accordingly, it necessary for the troubleshooter to have available a means for simulating dielectric charging
using either the lycopodium powder technique or the cleaner ion gun or bonding sensor techniques decribed by Dr. Taillet
in the next paper.

C. Prevent the Accumulation of Charge on Dielectrics

When dielectrics must be used on frontal surfaces, it is possible to coat their outer surface with electrically-
conducting material to draim away charge as rapidly as it arrives on the frontal surface. If the dielecfic is only a
structural member such as a wing leading edge, the conductivity of the coating can be as high as is convenient. Flame-
sprayed coatings which apply a substantial thickness of metal have been used for these matters.

Other dielectric frontal surfaces such as radomes must be transparent to RF radiation, but their optical properties
are unimportant. These surfaces can be coated with a layer of high-resistance conductive paint. Appropriate paints are
usually made of a mixture of carbon black and graphite added to a paint vehicle such as lacquer or epoxy. Approximately
45% by weight of carbon material must be added to the fint vehicle to render it conductive. Analysis of the fields
generated by current flow through the conductive layer indicates that surface resistivities as high as roughly 1000
M[Ysquare are accceptable even under high precipitation-charging conditions. Thus, it is possible to provide static
discharging without causing appreciable attenuation of the radar signal.

Optical surfaces such as windshields must also be located on frontal surfaces. These can be rendered conductive by
coating them with a thin optically-transparent film of a material such as stannous oxide. Unfortunately these films are
fragile and are abraded by the impinging precipitation particles. It has been found that the durability of the
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conducting layer on a glass windshield can be improved substantially by baking the glass after the layer is applied.
Unfortunately, polycarbonate windshields cannot be baked and so no satisfactory technique exists for controlling their
charging.

1). Discharge Decoupling Technique

A dielectric treatment which should be effective in substantially reducing streamer noise is illustrated in Figure 14
for the case of an aircraft canopy. The forward region of the canopy where precipitation particle impingement occurs is
treated by installing a grounded conducting sheet between the layers of acrylic radome material. The conductigg sheet
may be either a grid formed of thin wires or a deposited metal film such as those used for windshield defrosting.

LIMIT OF PARTICLE
IMPINGEMENT

.NUTNNEDANTENNA WIRE

METHOD OF CANOPY DIRECTION OF
CONSTRUCTION ELECTRIC FIELD LINES

FROM ANTENNA
ACRYLIC , DIRECTION OF J IN

-. ~STREAMER DISCHARGE

CONDUCTIVE MATERIAL: EITHER
A WIRE GRID OR A TRANSPARENT
METALLIC LAYER 90-XO0B-14

FIGURE 14 A POSSIBLE CANOPY TREATMENT TO REDUCE
NOISE

Although the conducting shield shown in Figure 14 does not eliminate streamer discharges on the canopy surface, its
presence forces the reciprocal field from the antenna to be normal to the canopy surface. (See the discussion in
connection with Eq. I in Section III A.) Since the streamer current density is directed along the canopy surface, the
discharge will couple no signal into the antenna. Actually it is too optimistic to expect that the coupling fields will be
precisely orthogonal to the discharge current density at all points on the canopy surface, and, since streamering is an
extremely energetic mechanism, some streamer noise should be expected in the antenna in spite of the shielding. From
the results of the laboratory shielding experiments, however, it appears reasonable to assume that, through the use of a
conducting shield, streamer noise can be reduced by as much as 26 dB.

E. Bonding
As was indicated in the previous paper, unbonded metal sections on an aircraft can result in extremely serious

interference to systems. Unfortunately, it is also true that most of the troublesome instances of unbonded metal
structure occurred inadvertently (broken lightning diverters, painted inspection panels. etc.). and were not evident even
during a careful search by reasonably sophisticated personnel. They were finally pinpointed as the result of extremely
careful observation and systematic measurement of the bonding resistance of suspected structures. In this regard, it
appears that techniques such as the use of lycopodium power or the use of ions (discussed by Dr. Taillet in the next
paper) offer a powerful tool for the location of unbonded metal structures.

V HARDENING OF VICTIM

A. Active Noise-Limiting Circuits

In general, the precipitation static interference from any of the noise mechanisms is caused by the occurrence of a
succession of short discrete pulses. This feature of the interference motivated the searc4 for techniques to sense the
arrival of the noise pulse and to disable or blank the radio receiver for the duration of the pulse. Tests on a blanker of
relatively recent design indicate that noise reductions of up to 20 dB are achievable at a corona discharge level of 100 A
with the corona occurring directly from the antenna. l As the discharge current is increased to values typical of a 707
aircraft (I MA or more), more pulse overlap will occur and it is to be expected that the blanker will be less effective.

An analysis has beW made of the effects of aircraft resonances on the wave shape arriving at an antenna removed
from the noise source. This work indicates that the pulses will be stretched out in time by the aircraft resonances.
Thus, there will be even more pulse overlap and the blanker may be expected to be less effective than it is when the
noise pulses are generated on the antenna itself. In general, it is concluded from the analysis that the blanker will be
most effective when used on small aircraft.

Since corona noise reductions of up to 60 dB can be obtained with passive dischargers, there has been little
application of blankers to the control of precipitation static interference.
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B. Shielding of Systems from Sources

In conventional, metal-skinned aircraft the skin provides substantial shielding of the electronics from the source.
Accordingly, most effects of static charging were manifested on systems equipped with deliberate outside antennas such
as communication and navigation receivers.

Occasionally, problems arose in systems not associated with deliberate antennas. An example is the damage
experienced by windshield de-icer controllers from massive discharges on the windshield. Also, there have been
instances in which the high currents on the de-icer circuitry coupled signals into nearby avionic system wiring.

As more plastic and composite materials are used on aircraft, care must be exercised that the reduced shielding
resulting from the use of these materials is taken into account during the design of interconnecting wiring for the avionic
systems.

VI CONCLUSIONS

The various mechanisms by which static charging of aircraft affects avionic systems have been identified, and
techniques have been developed to mitigate the effects in most cases. Since the application of the alleviation techniques
and their effectiveness depend on aircraft design, it is important that designers be aware of the effects that their new
designs will have on the susceptibility of avionic systems to static charging.

For example, the application of passive dischargers to control corona noise required that the dischargers be installed
at the aircraft extremities where corona discharges normally occur. If the aircraft design includes many protrusions,
such as nose-mounted pitot tubes on which dischargers cannot be installed, the corona noise level on the aircraft cannot
be controlled with passive dischargers. Similarly, the use of regions of dielectric on the surface of the aircraft increases
the number of streamer noise sources on the vehicle.

Deviations from good static electric design sometimes cannot be avoided. In these cases the designer must be
prepaed to accept higher electromagnetic noise levels for his avionic systems, or he must incorporate specially-designed
static control techniques.
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AIRCRAFT STATIC CHARGING TESTING

by Joseph TAILLET

Office National d'Etudes et de Recherches A6rospatiales (ONERA)

92320 CHATILLON (FRANCE)

SUMMARY

Aircraft protection against static charge accumulation involves minimum-noise electrostatic

dischargers, perfect bonding of all conductors, antistatic painting of radomes and antenna covers, and
conductive coatings of canopies. This paper deals with a procedure proposed for :

a) - characterizing in the laboratory the effects of aircraft charging on the operation of unprotected

navigation and communication systems ; b) - assessing in the laboratory the validity of the above-
mentioned methods of protection ; c) - checking in the factory the correct application of these methods
d) - routine testing between flights, in the field, of the good condition of the protecting devices and

treated surfaces.

It is hoped that careful application of this procedure will, in the near future, increase the
reliability of navigation/communication systems during their operational use.

1 - INTRODUCTION

Static charge accumulation on aircraft structures can bring about three types of discharges

sparks between conductors, streamers over the insulating surfaces, and coronas at the sharp points and

edges. All these discharges induce radioelectric noise on navigation/communication equipment, reducing

its operational performance and impairing flight safety. [I.

The principles of a good protection against these harmful effects are well known 1]2. Sparks
can be avoided by a careful bonding of all the metallic parts of the aircr-ft. Superficial electric

charges developed by friction or collected on insulators can be evacuated before initiation of a flash-
over, if the surface resistance is kept below a certain value by using conductive paints or coatings on
windshields, canopies, radomes and fairings. Lastly, the coupling between corona discharges and antennas

of the communication/navigation systems can be drastically reduced by a careful choice of the configura-
tion, the psiti)ns and the voltage threshold of the passive dischargers used for draining the static
charges from the aircraft.

However, the practical application of these principles is today a matter of empiricism. Or the

one hand, apart from the possibility of performing a full in-flight experiment [3)[4], there is not yet

a standard method for characterizing on a real aircraft, treated or untreated, all the disturbances in-

duced in navigation/communication systems by the accumulation of charges. On the other hand, the in-flight
experiment is an expensive task : the complexity of the full avionic system with its many'interfering
subsystems, the non-reproducibility of the meteorological situation from flight to flight, the inconve-
nience of recording, storing, packing and correlating a huge quantity of data, might turn such an expe-

riment into a heavy burden with scanty results if these experiments have not been prepared by previous

tests on the ground.

The situation is still worse if we go from the laboratory to the factory or to the airfield.

No tool exists to verify, at the production stage, if the protection methods have beencorrectly applied
during the construction of the aircraft ; no standard testing procedure has been elaborated for trial by
the buyer. At the exploitation stage, no airline is in a position to routinely carry out maintenance tests
between flights for verifyino the good condition of the protective devices and of the treated surfaces.
Meanwhile, from the field engineers to the pilots, everybody is convinced that such verification is badly

needed : the dangerous disturbance induced in vital equipmient by the discharges of static electricity is

an universal worry.

The present lecture constitutes a step towards the definition of a standard procedure for tes-

ting aircraft charging phenomena and protections, in the laboratory, in the factory and in the field.

Until such a procedure is operational and universally adopted by the research institutions, the aerospace

industries and the airlines, a full protection against communication/navigation disturbances is not ensu-

red during flights in very adverse atmospheric conditions.

I- this paper, solutions are proposed for meeting the requirements of a safe protection. In

order to apply the test method quickly and efficiently, specific instruments have been designed and im-

plemented at ONERA, and are already available on the market in France. A general description of their

performance is given below.

2 - TEST PROCEDURE REQUIREMENTS

The proposed test method shall fulfil the following functions

a) - check the bonding between metallic surfaces, even if these surfaces are cuvered by an insulating

coating
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4 - measure the value of surface resistance of semi-conductive coatings or resistive paints deposited
over insulating substrnte, even if these coatings are covered by a layer of highly insulating
material ;

c) - simulate tribo-electric charging or charge collection sepe..:tely on any surface element of the air-
craft, in ordur to determine the location and the nature o. the more sensitive spots, and to assess
the effect of the charging of these elements on the navigation/communication systems ;

d) - verify that the coupling between dischargere and antennas :a minimum, i.a. that t:e oaition of the
dischargers is optimized, and that the noise collected by the antennas for a given discharge current
is in conformity with the value announced in the specifications and has not increased because of
some deteriorat'ion experienced by the dischargers.

During all this testing procedure, the aircraft shall be electrically -rounded, '-r, if global
operation of the dischargers is required, it shall be insulated by dielectric slabs placed below the
wheels. This insulation shall be ma+7hed with the voltage lim, it due to the operation of the dischargers,
in order to avoid flashover between ircraft and ground. A high resistance bleeder shall be used, for
safety, to discharge the aircraft below the threshold voltage of the dischargers.

If any voltage genirator is usd -fo. operation (c) or (d), its output impedance shall be kept
very high, to insure safe operation.

Operations (a) and (b) are to be performed without damaging the superficia'. layer -f paint.

Operation (c) shall be clean, i.e. without projection of particles or aerosols which could

change the electrical properties of the surfaces or those of the environment. It shall be sufficiently
well resolved in space to separate the effects of the charging of various elements (radome, fairin.s,
antenna covers, canopies) on each nevigation/communinotion system, and to permit the observation of
local sparks due to a faulty bonding.

The validity of simulation (c) shall be confirmed by visual/auditory observation of the behavior
of the navigation/communication instruments. Under such simulation testa and for a given electrostatic
protection, an experienced pilot, seated in the cockpit, wearing earphones and watching the displays,
shall identify the situation as similar to a real flight with differant atmospheric conditions.

3 - VERIFICATION OF BONDTN G

The first step in testing aircraft on the ground for static charging is the drafting of a
check-list of all the metallic parts of the structure. Bonding of all these pieces should be checked,
qver if they are clamped or riveted together. The presence of insulating gaskets -teflon gaskets, for
example- or even corrosion of the rivets can impair the bonding. A reference point should be selected
in the structure : the terminal generally provided for grounding the aircraft during refueling can be
used, as well as the negative electrode of the power supply. Resistance between all the pieces included
in the check-list and this reference point should be measured. If the pieces are not painted, ain ohm-
,eter carn be used. If they era caverned by an insjlaing layer of pnint, the only way of checking the bon-
ding is with a capdcitive method. For example, by using an electrode in contact with the insulating layer
of paint, an alterncting current at audio frequency is injected through the layer into the metallic piece.
The second electrode of the audio generator is connected to the reference point. A high impedance sensing
electrode measures, through the same layer, the A.C. voltage of the piece. If this voltage is not negli-
gible with respect to the forcing electrode voltage, the bonding is not correct. The two electrodes can
be arranged on the name measuring head, which can be used in the eme wan as a medical doctor uses a
stethoscope (Fig. 1). This method takes advantage of the fact that, f,'r static electricity elimination,
bnnding requirements are by no mons i ingont : Lwn conductors ,-on h9 cunnidered .1s bonded if the
'esietance of their connection is lower than Ml

5 
JL. Two problems arise when the deaign of th" cores-

ponding instrument is considered :

a) - the response should be independent of the thickneGs of the layer of paint, and of the pressure
exe ted by the operator on the measuring head

b) - the device should be able to discuver a poor bonding even in the case where the piece hcs a large
capacitance with respect to the refnrence metallic structure.

Fig. I -. df.cking the hr11, mf

an Alpoajet with the CORAS.
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Pit lo 1it i. ' ri I I is from ,) comprum ise between tensi ivi ty and rohInable elimination of falbe
alarms, which determinst: tc choice of the operation frequency. The study of such a device was performed
at ONERA and has led to the manufacture of a standard instrument sold under the trade name CORAS, which is
beiny adopted by aircraft manufacturers in Europe (AMD-flA, DORNIER, AEROSPATIALE).
4 - SR-tFACE RESISTANCE MFASUREMENTS

The second step in testing aircraft on the ground for static ciarging i! the drafting of the
ch,-ik ]i!t of all the lontL.lating itoems appearing on the 9urface, snd inurv particularly of the dielectric
pit-ces exposed to triboelectric charging (rodumes, windshields, canopies, fairings, antenna covers,
plastic wing-tip, glass-fiber flaps, pneumatic deicing devices). If these pieces are not coated with a
resistive layer, they can be the source of charqe accumulation. The first effect of charge accumulation
is corona initiation at the small radius of curvature points of the metallic pieces close to the charged
dielectric. A second effect, which arives in the case of unprotected dielectric antenna caps, is corona
initiation followerd by sparkin o beitween the enclosed antenna aind the dielectric cover (this implies local
breakdown of the dielectric). A third effect is the initiation of a surfa-e streamer.

The check-lis;t ohoulud include measurements of surface resietances and measurements of the bon-
ding of these surfucLr. Dielectric surfaces ore considered as having a good antistatic protection if their
surface iesistance (resistance of a square mesh) is below a threshold value ; they are unproctected if
their surface resistance is above this value. They are bonded or unbonded according to whether the value
of the resistance between a line located on their periphery and the reference point is belcw or above a
threshold value.

Antistatic coatings arc generally covered by an insulating layer of protective paint ; this is
why only a capacitive method con be tried to perform the measurement of surface resistance. This can be
made if EuPAS is uod. Iho IURAS hao ;i siecond neod especialJy designed for that purpose. The eui face
resistance is measured in the some way as tie resistance of a shunt ; the current is measured, and forced
through the protective paint by two concentric ring electrodes ; two high impedance amplifiers connected
to two intermediate rings measure the voltage. The electrode arrangement is located in the mobile head
of the CORAS.

After the measurements have been performed, the various metallic pieces are classified as bonded
or unbonded, and the variouo dielectric items are classified as treated or untreated by antistatic coating,
and if they are treated, an oondud or unbonded. This classification is then used tor making a decision
about further piotectitin. If cnmu cso- ,are still ambiguous, the decision cer be delayed until ground simu-

lation of static charging is p, formed.

5 - 51MULATIrN OF TRIBOELECTRIC CHARGING

If the aircraft to he tested were perfectly conducting over all its surface area, the charges
induced by friction or collected in the atmosphere would be distributed according to the surface geometry.
In this case, it would be sufficient, for performing a check Dn corona discharges location and on the asso-
cilated R.F. noise, for example, to Li)nact tha surface to a high voltage generator, with the aircraft insu-
lted. As field configuration can be roughly cumputed from model measurements, this kind of test is neces-
sary only to verify that the passive dischargers are performing correctly, i.e. that all the corona dis-
charges are located at their tips. We will come back to this type of measurement in the next -ection.

The real problem comes from the fact that no aircraft is perfectly.conducting over all its
surface, as radomes, canopies, windshields, fairings and antenna covers are insulating when not specifi-
cally trc-ted to acquire total or partial surface conductivity. We want to have the following two answers.

a) - For a given untreated dielectric surface, what ore thn consequences of a given local chcrging current
on #he operation of the novigntion/commun'cotton systems of the aircraft 7 This includes the anomalies
induced, on the corresponding antenna, by charging both its dielectric cover and the other antenna

covers.

b) - If the same dielectric surface has bean treated, is the applied treatment sufficient for complete eli-
mination of all the observed anomalies, over the whole range of charging currents likely to be exoe-
rienced in flight 7

fly stressing that the source of redioslectric disturbances is essentielly due to local coronas or
streamers associated with the redistribution of charges accumulated on the insulating surfaces (51[d, 7,
it is easy to sea that local charging of these surfaces will produce approximately the same effect if the
aircraft structure is grounded through n hitgh resistance or if the aircraft is in flight. This remark opens
the way to a very important test, i.e. the observation of the effects of local streamers on the performance
of navigation/commiaication mystfms, end for a complete verification of streamert disappearance when the
insuleting surfaces have been duly treated. What one needs for performing this test is a good source for
locally cherging the insulating surfaces.

Taking into account the order of magnitude of the charging current to be simulated, and also iks
very nadture (sJurface charging by lnw energy and not by energetic particles), two typs o? processes can t
used

a) - triboelectric charging, using a two-phase flow of air with a suea@nsion of unehsrged fie particles
this method has yielded interesting results in the laboratory C P] I however the particles are not
drained by the airflow as in flight, and their accumulation on the surfaces rasles a serioue problem,
which is why this method has not been used in this work I

b) - charge collection using an injector of charged particles ; this method is qood m loe s 1 Offticient

charge injectnr is uned I it Is this method that has been applied at ONERA, as dSribd below.
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Instead of using very high voltage generators, ONERA has extended a method first proposed by

Whewell, Bright and Makin [9j following previous work by Marks, Baretto and Chu [1a]. In the corresponding

device, low mobility charged microparticles of ice, obtained by condensation and freezing of water vapour
in humid air expanding in a supersonic nozzle, and driven by fluid friction in the jet, are used as charge
carriers. This principle is applied to inject charges upon an insulating surface, in spite of the associa-

ted repulsive electric field. Note that the microparticles of ice sublime after leaving the supersonic re-,
gion of the jet ; this simulation method is therefore clean in the sense that the local properties (surface

resistance and breakdown voltage) are not modified when the charge injector is operating. This device is

marketed under the trade name INJECO.

Figure 2 is a schematic representation of the INJECO device. Figure 3 is a photograph of the ins-

trument. Its main characteristics are listed in Table 1. Figure 4 shows how this injection is performed

when testing a real aircraft ; a first operator applies the charged flow upon a given antenna cover and,

at the same time, a second operator watches the displays associated with the navigation equipment of the
aircraft and estimates the noise collected by the communication receivers. Visual observation of induced

sparking or streamers can also be performed (Fig. 5). The charging current sign and intensity can be con-

trolled, ranging from low to high for simulation of weather conditions between fair and extreme. The diffe-
rence between the casesof untreated and treated surfaces is striking and points out the importance of ha-

ving a carefully applied surface treatment ; associated with the surface resistance and bonding measurements,

this simulation also permits a quantitative correlation of the reduction of the surface resistances (or the
improvement of the bonding) with the decrease of the noise induced by aircraft charging on navigation/com-

munication systems.

High vootae eectrode oz@

Fig. 2 - Diagram of the INJECO device.

Flow of
humid air

Charging
current

Fig. 3 - INJECO with its power supply.

Fig. 4 - Simulating static charging
with an aircraft on the ground.
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Fig. 5 - Surface streamer produced

by charging the fuselage.

Characteristics

Generating pressure 5 atm

Flow rate 20 Nm 3/h

Table - INJECO characteristics. Power supply voltage 1 10 kV

Nozzle diameter 2.3 mm

Current 0 to 80 pA

Two polarities

To apply this method one needs a supply of compressed air with a pressure of 6 atm, and a power

5opply with i , 1age f TO k:, positive ann negative. Both can be readily 7perated in the latora -ry,

in the factory and on the airfield. As shown in Figure 3, the injection nozzle is of light weight, and

can be easily used to charge any part of the aircraft. An important detail must be pointed out : in this

experiment, the radioelectric disturbances are produced by local discharges following charge accumulation

on insulating surfaces. Assessment of the noise produced by these discharges is possible only if the in-

jector itself does not transmit any discharge noise ; this property is an important advantage of the des-

cribed device and its achievement was the rssult of a careful design involving a difficult optimization

process.

Apart from measurements performed on communication links (audio noise) and on subsystems espe-

cially instrumented for noise evaluation, a standard procedure for evaluation of performance of navigation

systems is the following. It applies to automatic direction finders (ADF) in the HF range and to VHF navi-

gation and landing aids (VOR, ILS).

A beacon, radiating at high power if located outside of the hangar where the test is performed,

or at low power if located inside, is operated in conjunction with the equipment to be tested ; it gives

a signal which results in a definite position of the pointer on the display. The operator on the pilot

seat watches the display ; the second operator applies the charging flow of the INJECO upon various parts

of the aircraft. The following measurements are performed for each sensitive spot :

a) - value of the injected current corresponding to saturation of the ADF servo loop

b) - value of the injected current corresponding to a given variation of the pointer's position

for the VOR-ILS systems ;

c) - value of the injected current corresponding to the disappearance of the flags.

6 - VERIFICATION OF THE DISCHARGERS

This verification directly follows the method introduced by Tanner and Nanevicz W. To a~oid

RF current circulation in ground lines, the aircraft reference terminal is connected to ground through a

20 M S1 resistor ; insulation of the structure is realized by thick dielectric slabs located under the

wheels. To reduce the aircraft-to-ground capacitance, these slabs should be at least 4 inches thick. Tig

operation is recommanded for small aircraft, and may be difficult for large commercial aircraft. (Fiq. 6)

The first step in this verification is the evaluation of the coupling between coronas and an-

tennas. It can be performed with a coroa probe which is constituted by an insulating tube having at its

tip a point-to-plane arrangement (radius of the stressed tungsten electrode 50 m ; point-to-plans distance

1 mm) where a regative corona is excited (average current 150 pA). Reference [13 describes in detail a

slightly different arrangement.
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ANTENNA

COVER

SPECTRUM ANALYSER?

WINDSHIELD

RADOME ,

INJECO OA

AIRCRAF/GROUND
INSULATION

Fig. ( - Block diagram of the experimental set-up used for aircraft testing.

The method consists of moving the reference discharge from point to point and of reading the
noise current at the antenna terminals by connecting an appropriate receiver to these terminals. Next,
the receiver is connected to parallel plate coupling electrodes, into which the probe is inserted. The
coupling to reference point is determined from the coupling for the parallel plate electrodes (which can
be computed) and the attenuation necessary to equalize the receiver noise outputs (see ref. [I1).

The second step consists in the measurement of the noise induced by the coronas excited at the
tip of the dischargers. To perform this measurement, it is not necessary to apply a high voltage to the
dischargers, nor to divert their average current through a microammeter ; if an INJECO is used, by sprea-
ding positive charges over a discharger from a distance of about 10 cm, all the current is collected by
the discharger tip. The average current can be read directly on the INJECO meter, and this simulation is
made with the discharger connected to the structure as in its normal operation. This measurement can be
performed by connecting a receiver to the antenna terminals and reading the noise current, or by evalua-
ting the disturbances produced in the avionic equipment.

A third step, which is necessary only for making sure that no corona can be sustained over all
the aircraft except at the dischargers tips, involves the connexion of the entire insulated aircraft to
a high voltage power supply. During this check, the aircraft kerosene tanks should be full, or, if not,
under nitrogen pressure. The connexion to the high voltage terminal is made through a high value resistor.
In these conditions, the measurements can be safely performed by personnel working inside the aircraft.
The verification consists in watching the various instruments while the high voltage is progressively
raised. It is recommended in this case to instrument at least one discharger (for having a value of its
average current) and to limit the maximum voltage of the power supply under a safety upper bound determi-
ned by the total maximum current of the dischargers. The insulating slabs should afford twice this vol-

tage without flashover. If the disturbances produced during this check exceed the effect predicted from
the sum of the noise induced by the various dischargers, a stray discharge is operating somewhere and
should be discovered.

7 - ASSESSMENT OF THE ANTISTATIC PROTECTION OF THE AIRCRAFT

From the list established according to the method developed in § 3 and 4, and from the measu-
rements performed according to the method described in § 5, recommendations are written up and decisions
can be made about desirable improvements in' bonding and antistatic coating. After complexion of these

improvements, a new check is made according to § 3, 4 and 5. Verifir of dischargers performance,
and, if necessary, optimization of their operation is then perform rding to the method described
in § 6.

The methodology described here has been applied in Europe to the following aircraft

- Falcon 10

- Alpha-jet

- CESSNA 177

- CESSNA 337

- Mercure.

Its application at the AIRBUS is currently under study.
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8 - CONCLU5ION

This lecture has presented a procedure for evaluating the vulnerability of protected or unpro-
tected aircraft to static charging, and for assessing the validity of the protection methods.

It is hoped that careful application of this test procedure will, in the near future, increase
the reliability of navigation/communication systems during operational use.
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