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SECTION 1.0
SUMMARY

This program is a continuation of the experimental and design study programs
conducted by Pratt & Whitney Aircraft for advanced propulsion systems intended
for a second-generation supersonic cruise aircraft, The program was directed
towards evaluating the aerodynamic performance of two coannular exhaust
systems at simulated takeoff and cruise conditions.

Wind tunnel performance tests were conducted using scale models of two
variable-geometry coannular ejector nozzle configurations, The selection of
these designs was based on low jet noise and the potential for good supersonic
cruigse performance. The main difference in the two designs is that one uses a
short flap nozzle mechanism for fan stream control with an isentropic
contoured splitter, while the other employs an iris fan nozzle with a conical
flow splitter. Both designs simulate a translating primary plug for primary
flow control and an actuated auxiliary inlet ejector. Three models of each
exhaust system, approximately one-tenth scale (21.6 cm (8.5 in) diameter) were
fabricated and tested in the NASA Lewis 8 by 6-Foor Supersonic Wind Tunnel.
The models simulated takeoff, subsonic cruise, and supersonic cruise
configurations of the full scale designs.

Over 200 data points were acquired at test Mach numbers of 0, 0,36, 0.9, and
2.0 for a wide range of nozzle operating conditions. The subsonic cruise iris
configuration was also tested over an expanded range of subsonic Mach numbers.
Aerodynamic test variables included fan nozzle pressure ratio and fan to
primary pressure split commensurate with engine operation at each flight
regime. In addition, the supersonic cruise configurations were tested with
ejector secondary flow rates of zero, 2, and 4 percent relative to the
combined flows of the fan and primary streams. Model geometric variables were
ejector inlet area and the clamshell reverser position for the takeoff and
subsonic cruise configurations. Fan and primary nozzle areas were varied to
match desired engine operating conditions.

At a simulated supersonic cruise operating condition both configurations
demonstrated good performance, comparable to levels assumed in earlier
Advanced Supersonic Transport (AST) propulsion studies. At zero secondary

flow, the gross thrust coefficients of the iris and short flap configurations
were 0.980 and 0.984, respectively. Addition of secondary flow increased the
iris nozzle thrust performance as much as 4.1 percent, while performance of

the short flap configuration increased as much as 3.5 percent. Variation of

fan to primary pressure split had no effect on nozzle gross thrust coefficient,

At the subsonic cruise operating condition (M, = 0.9), the performance of
both configurations was deficient relative to the Advanced Supersonic
Transport study level of 0.94. The maximum thrust coefficient was 0.880 for
the iris configuration and 0.865 for the short flap configuration. Variations
in ejector inlet area and the clamshell reverser position produced little
effect on nozzle performance. Exploratory tests of the subsonic cruise
configurations showed that inadequate ventilation of the ejector shroud
resulted in excessive ejector inlet boattail drag.




Performance of the iris takeoff configuration approached the Advanced
Supersonic Transport study level of 0.984, demonstrating a thrust coefficient
of 0.980 at static conditions and 0.960 at climbout (M, = 0.3). The short
flap configuration, however, was deficient by 4 and 6 percent, respectiv:ly,
at these conditions. Additional tests of the takeoff configurations showed
that the unsatisfactory performance of the short flap configuration resulted
from an interaction of the fan nozzle flow with the ejector inlet flap. The
tests also showed that the jet flow of the iris configuration impinged on the
reverser clamshell,




SECTION 2.0
INTRODUCTION
2.1 BACRGROUND

For the past six years, Pratt & Whitney Aircraft has participated in a series
of NASA sponsored programs aimed at establishing a technology base for a
second-generation advanced supersonic commercial transport. A result of this
work (Reference 1) has been the identification of the Variable Stream Control
Engine as a very attractive engine configuration in terms of system
performance ‘and potential for low noise. Also, these studies indicated that a
low jet noise, high performance coannular nozzle with variable geometry
capability is a critical component in the Variable Stream Control Engine
propulsion system,

Under NASA direction, a separate ongoing Coannular Nozzle Technology Program
has focused on the aerodynamic/acoustic characteristics of the coannular
exhaust system operating in the takeoff flight regime. Results of these
programs (References 2 and 3) have demonstrated the ability of a coannular
nozzle system with an inverted velocity profile to exhibit jet noise reduction
benefits for both static and simulated takeoff flight conditions. A further
result was the development of an aerodynamic/acoustic prediction procedure for
inverted velocity profile coannular nozzles (Reference 4). This procedure is
capable of predicting jet noise as a function of nozzle geometry, operating
condition, and flight effects in the low speed flight regime.

Current effort in the program, as presented in this veport, extends the
demonstration of coannuiar exhaust system performance to key supersonic and
subsonic flight conditions. Problem areas with current Advanced Supersonic
Transport exhaust system designs snd available performance procedures for
evaluating the designs are defined,

2.2 PROGRAM DESCRIPTION

Two concepts of a variable-geometry coannular ejcctor nozzle were identified
as promising configurations for the Variable Stream Control Engine exhaust
system., These included a baseline and an alternate configuration, The
selection of both designs was based on the potential for low jet noise at
takeoff and good supersonic cruise thrust performance. The baseline
configuration consisted of a variable-area short flap fan nozzle with a
contoured flow splitter. The alternate configuration employed a variable-area
iris flap fan nozzle with a conical flow splitter. The iris flap was chosen
for potentially better subsonic performance. Common to both configurations was
a translating plug in the primary stream and an actuated inlet ejector shroud
with a clamshell reverser. Three configurations, approximately one-tenth
scale, of each design were tested in the NASA Lewis 8 by 6-Foot Supersonic
Wind Tunnel. The models simulated takeoff, subsonic cruise, and supersonic
cruise configurations of full scale exhaust systems,.




Over 200 data points were acquired for the six models at wind tunnel Mach
numbers of 0, 0.36, 0.9, and 2.0 for a wide range of nozzle operating
conditions, The subsonic cruise iris configuration was also tested at other
subsonic Mach numbers, Fan and primary nozzle areas were varied to satisfy
Variable Stream Control Engine operating requirements, while fan and primary
pressure ratios were varied along with ejector inlet area and clamshell
position, In addition, the supersonic configurations were tested with 0, 2,
and 4 percent secondary ejector flow relative to the total flow of the fan and
primary nozzle streams. Tests were also conducted with a modified Supersonic
Tunnel Association nozzle to verify the facility thrust and flow measuring
systems. The results of these tests are contained in Appendix A,

Nozzle charging station pressure, temperature, and weight flow were measured
for each stream along with nozzle generated thrust, Data were analyzed in
terms of nozzle thrust and discharge ccefficients. Model surface static
pressures were also measured. The results of the test program are presented in
this report. Detailed dats are presented in the companion Comprehensive Data
Report (Reference $S).

The author wishes to acknowledge Douglas Harrington of the NASA Lewis Research
Center for his assistance in conducting the test program and contributions to
this report.




SECTION 3.0
FACILITY AND TEST EQUIPMENT

3.1 TEST FACILITY

The test program was conducted in the NASA Lewis 8 by 6 Foot Supersonic Wind
Tunnel (Reference 6). Test notzles were attached to a 21.59 cm (8.5 in)
diameter cylindrical model supported in the test section by a perpendicular
strut connected to the tunnel ceiling, as shown in Figures 3,1-1 and 3.1-2,
Air was supplied to the model through long, flexible tubes running down the
strut into coannular air passages that carried the air aft to the test model.
The air supply tubes were fixed to the tunnel ceiling at the top, which was
nonmetric (forces here were not transmitted to the load cell), and to the
coannular air passages at the bottom., Air flow from the tubes entered the
coannul ar passages normal to the model centerline and thus eliminated any
entering axial momentum force on the load cell, Static pressure
instrumentation was located on the internal upstream facing surfaces of the
metric hardware to account for tare forces that result when internal static
pressures vere different from ambient.

Nozzle thrust was measured with a load cell mounted in the forward portion of
the model. The air passages, supported by bearings at the front and rear, made
contact with the load cell and were metric, i.e., axial forces acting on the
model support coannular piping were measured by the load cell. The load cell
was calibrated by applying a known axial force along the centerline of the
model. This force was generated by using a hydraulic cylinder connected to the
model with the shaft of the cylinder pushing along the gxis of the nozzle. The
correlation of the known applied force and the electrical output of the load
cell provided the desired calibration which was from 0 to 8896 Newtons (2000
1bs.), the maximum allowable balance load.
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Model Installed in NASA Lewis 8-by-6 Foot Supersonic Wind

Figure 3.1-2
Tunnel

A schematic of the air supply system is shown in Figure 3.1-3. The air source
was a compressor that provided a continuous supply at 310 N/cm? (450 psig).
After passing through a zas-fired heat exchanger, the air flowed through a
system of control valves and flowmeter, and finally into the model strut. The
heater was used only at supersonic cruise (i.e., a free stream Mach number of
1.96) where tne tunnel total air temperature reaches 93°C (200°F). To
minimize temperature gradients in the model, air was heated to 66°C

(1509F). At all other test Mach numbers, the model air was not heated.
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Figure 3.1-3 Model Air Supply System




Primary nozzle air was metered with a choked venturi which had a 3.3058 em
(1.3015 in) throat diaueter. Fan nozzle air supply was metered through either
a 4.4392 cm (1.7477 in) or 3.2995 cm (1.2990 in) diameter choked venturi,
depending on the flow rate required.

Tests were conducted with a modified Supersonic Tunnel Association nozzle to
verify the facility thrust and flow measuring systems. The results of these
tests are described in Appendix A.

3.2 EXHAUST NOZZLE SYSTEM REQUIREMENTS

The exhaust system requirements for a duct burning turbofan propulsion system
were established on the basis of a combination of engine characteristics and
mission and acoustic considerations. The operating conditions (nozzle pressure
ratios and areas) of the Variable Stream Control Engine 502B (Reference 1),
are tabulated in Table 3.2-1 for the key flight conditions tested. As shown,
independent fan and primary nozzle area control is required. The largest area
variation occurs in the fan stream where a 3 to 1 area change is needed for
engine operation. Nozzle performance/range trade factors for a supersonic mis-
sion indicate that supersonic cruise is the critical design point. The mission
analysis established that one percent in supersonic cruise nozzle performance
is worth 270 km (168 mi) range for an overall 7364 km (4700 wi) mission, Simi-
larly, one percent in subsonic nozzle performance yields only 34 km (21 mi)
range increments. The nozzle performance levels assumed for the Advanced
Supersonic Transport propulsion studies are shown in Table 3.2-II. Acoustics
becomes important because of takeoff jet noise requirements. Previous acoustic
tests indicate that a coannular nozzle configured with a high radius ratio fan
nozzle annulus and inverted velocity profile allows rapid mixing of the high
velocity fan stream, reducing overall jet noise., Finally, the exhaust system
must be capable of thrust reversal,

TABIE 3.2-1
VSCE-502B OPERATING CONDITIONS AT KEY FLIGHT CONDITIONS

(409 kg/sec (900 1b/sec) flow size), Reference 1

Fan Stream

Flight Throat Area, Primary Stream Throat
Condition  P.¢/P, Ajg m2(£t2) Peg/Pry Area, Ag m2 (ft2)
Takeoff -

Low Noise 2.49 1.106(11.91) 1.46 0.749(8.06)
Takeoff -

Design 3. 14 0.766(8.25) 1.70 0.749(8.06)
Subsonic

Cruise 5.26 0.367(3.95) 1.97 0.792(8.53)
Supersonic

Cruise 27.5 0.511(5.50) 2.32 0.797(8.58)




T T T e

TABIE 3.2-1I
NOZZLE PERFORMANCE ASSUMED FOR

ADVANCED SUPERSONIC TRANSPORT STUDIES

Flight Mach Gross Thrust
Condition Number Coefficient (Cgpl%
Takeoff

Static 0.0 0.984

Climb Out 0.3 0.9383
Subsonic Cruise 0.9 0.940
Supersonic Cruise 2.3 0.982

*No Secondary flow

3.2.1 Exhausi Nozzle System Design

A nozzle design to meet the requirements outlined in Section 3.2 was defined
in a preliminary nozzle design study (Reference 1). The features of this de-
sign are incorporated in an early engine design in Figure 3.2-1 and include: a
variable-area convergent-divergent (C-D) primary nozzle incorporated in the
fan-primary gas path flow splitter, a variable-area iris flap fan nozzle, an
actuated ejector inlet with variable-area trailing edge flaps, and a clamshell
reverser. Refinements of this design formed the basis for the test configura-
tions.

VARIABLE AREA PRIMARY NOZZLE

CLAMSHELL REVERSER
N\ . .. Ll 1

AN

b o M

RN S U

,,,,,,

e

EJECTOR VARIABLE
TRAILING EDGE FLAPS

VARIABLE AREA (RIS FLAP FAN NOZZLE

ACTUATED EJECTOR INLET

Pigure 3.2-1 Variable Stream Control Engine (VSCE-502B)




A flow analysis of the configuration in the supersonic cruise mode revealed a
potential internal performance loss due to the splitter design. The analysis
indicated that the impingement angle of the fan and primary flows at the
splitter trailing edge would create & strong shock loss, However, predictions
of overall internal performance were not possible because of difficulties
encountered in the analysis of the complete flow field. The exhaust system was
redesigned to eliminate this shock loss, as shown in Figure 3,2-2, with an
isentropic contoured splitter, so that the merging fan and primary flows would
exit nearly parallel. The design reflects the minimum overall length required
for optimum thrust-minus-drag at the critical supersonic cruise operating
condition., The design was not compromised with the increased length, i.e.,
friction drag and weight, required to optimize performance at off-design
mission conditions. As a result of geometry limitations, this splitter
modification required the addition of a translating centerbody plug to provide
primary nozzle area control. To avoid primary overexpansion losses in the
takeoff mode, the center portion of the plug translates aft to form the nozzle
throat at the splitter trailing edge. The axial translation inherent with the
iris flap mechanism (Figure 3.2-3), in conjunction with the contoured
splitter, would result in large off-design losses because of uncontrolled
overexpansion and flow turning. Therefore, the iris flap was replaced with a
hinged short flap nozzle that rotated in a radial plane to provide fan area
variation. This redesigned exhaunst sysatem provided the flow path lines for the
short flap nozzle test configurations.
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Figure 3.2-2 Short Flap Nozzle Mechanical Design Drawing




The iris nozzle has the potential for improved aubsonic performance relative
to the short flap configuration because there is less tendency for inlet flow
separation off the longer smoother contour iris noszle, as compared to the
relatively short flap configuration. To experimentally evaluate the potential
for improved subsonic performance and quantify the loss of a modest splitter
flow impingement angle, the iris nozzle design of Reference 1 was modified, as
shown in Figure 3.2-3. The modifications included reducing the flow splitter
impingement angle to 15 degrees and incorporating the primary plug flowpath of
the baseline configuration. This iris flap fan nozzle design provided a second
configuration for wind tunnel evaluation.

_—

CONICAL SPLITTER

ALL OTHER HARDWARE EXCEPT
IN THIS AREA IS THE SAME AS
SHOWN IN FIGURE 3.2-2

- o C————

IRIS FLAP

Figure 3.,2-3 Iris Nozzle Mechanical Design Drawing

3.2.2 Model Design

Three 0.0966 scale model configurations of both the iris and short flap nozzle
designs were fabricated for testing. The models were designed to simulate the
exhaust systems operating in the takeoff, subsonic cruise, and supersonic
cruise modes, as shown in Figures 3.2-4a, b and c. The principle nozzle design
parameters and test variables for each opersting mode, as shown in the
preceding figure, are tabulated in Table 3,2-I11,
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(c) Takeoff Research Model Test Configurations
Figure 3.2-4 Concluded

The research nozzle wodel assembly was mated to the wind tunnel jet exit
model, i.e., the structure supporting the research nozzle, with the coannular
adapter section shown in Figure 3.2-5. The adapter contained choke plates in
the fan and primary streams to provide uniform flow approaching the charging
station. The six models were designed to utilize common hardware vhere
possible. A single primary plug with appropriate spacers served all six
configurations. The conical and contoured flow splitters were common with the
three iris and short flap models, respectively. Both supersonic cruise models
utilized the same ejector shroud. All subsonic cruise and takeoff
configurations were assembled with the same ejector shroud. Photographs of
model components are presented in Figures 3.2-6 through 3.2-10. Detailed
design drawings of the research nozzle model hardware are contained in the
Comprehensive Data Report (Reference 5).

Secondary flow for the supersonic cruise models was provided by bleeding flow
from the fan duct stream to an annulus around the fan nozzle where it flowed
into the ejector shroud as shown in Figure 3.2-5, The bleed flow passed
through a series of holes in the fan duct outer wall. The flow rate was set by
varying the number of open holes. A separate blocker ring was designed to seal
the secondary flow annulus for fan nozzle flow calibration.

Variation of the ejector inlet area was provided by axial translation of the
12 ejector inlet doors located between the shroud support stings, as shown in
Figure 1,2-4, similar to the full scale design. A screw clamp arrangement held
each door in a fixed axial position. At door positions other than full open,
the existing gap between the door and shroud was filled to provide an
aerodynamically smooth surface.

12




TABLE 3.2-I11

PRINCIPLE NOZZLE DESIGN PARAMETERS OR VARIABLES
MODEL SCALE
REFERENCE: FIGURE 3.2-4

OPERATING MODE/CONFIGURATION

SUPERSONIC CRUISE

Primary nozzle area (Ag) -- em? (in2)

Fan nozzle area (Ajg) -- cm? (in2)

Overall nozzle area ratio (Ag/(Ag + A1g))

Primary nozzle area ratio (Ag'/Ag)

Shroud length to diameter ratio (L/Dpgay)

Shroud min. diameter to fan nozzle diameter
ratio (D,/Dg)

Location of shroud min. diameter to fan nozzle
diameter ratio (Lg/D¢)

Shroud external convergence argle ( f) -- deg.

Shroud irternal divergence (©)

Flow impingement angle (8 ) -- deg.

Plug half-angle (¥ ) -- deg.

SUBSONIC CRUISE

Primary nozzle area (Ag) -- em? (in2)

Fan nozzle area (A;g) -- em? (in2)

Primary nozzle area ratio (Ag'/Ag)

Overall nozzle area ratio (Ag/ (Ag + A1g))
Ejector inlet to exit area ratio (Ajp1er/Ag)
Clamshell thickness to chord ratio (t/c)
Initial inlet angle (@) -- deg.

Final inlet angle (@;) -- deg.

Trailing edge flap boattail angle ( B) ~- deg.
Clamshell angle of rotation from supersonic

cruise position (T) ~- deg.
TAKEOFF
Primary nozzle area plug extended (Ag)
- em? (ind)
Fan nozzle area (Ajg) -- cm? (in2)

Primary nozzle area ratio, plug retracted
(Ag'/Ag)

Overall nozzle area ratio (Aq/(Ag + Ayg))

Ejector inlet to exit area ratio (Ajn1e¢/Ag)

Initial inlet angle (@) -- deg.

Final inlet angle () —- deg

Trailing edge flap boattail angle (8 ) -- deg.

Clamshell angle of rotation from supersonic
cruise position ( T) -- deg.

*Test variable

NOTE :

Iris

74.32 (11.52)
47.68 (7.39)
2.84
1.26
0.98
l.11

0.11

.5
‘3
3
5

—— O

74.00 (11.47)
34,32 (5.32)

1.26

2.35

0.56, 0.63, 0.69%
0.09

10

35

10

13,17,21%

69.83 (10.82)

103.23 (16.0)
1.37%

1.47

0.67, 0.80, 0.91%
10

20

10

13,17,21+*

Short Fla

14.32 (11.52)
47.68 (7.39)
2.84
1.26
0.98
1.08

0.16

.

5
]

-_—oNo

5

74.00 (11.47)
34.32 (5.32)

1.26

2.35

0.36, 0.46, 0.60%
0.09

13,17,21*

69.83 (10.82)

103.23 (16.0)
1.37%

1.47

0.36, 0.46, 0.60*
10

20

10

13,17,21*

A complete dimensional description of the model components is provided

in the Comprehensive Data Report, Reference 5.
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Variation of the ejector clamshell position shown in Figure 3.2-4b was
provided by rotating each clamshell bucket adbout a pivot pin located in the
shroud wall, similar to the full scale design. Each clamshell segment was
designed with three index holes located 90 degrees from the pivot point which
engaged a locking pin extending from the shroud wall. This design allowed the
clamshells to be rotated aft firom the supersonic cruise position through
angles of 13, 17, and 21 degrees by engaging the locking pin in the
appropriate clamshell index hole.

3,2.3 Model Instrumentation

Fan and primary nozzle charging station instrumentation used to determine
stream flow properties was located in the constant area sections of the model
support shafting, as shown in Figure 3.2-5. The primary stream total pressure
was measured with a centerline probe and two five-probe rakes at positions
diametrically opposed. The probes were located at centers of equal area. Two
static taps were located in the primary duct wall, each displaced 15 degrees
from a primary rake. Primary total temperature was measured with g single
three-probe area wveizhted total temperature rake. The temperature probes vere
constructed with chi mel-alumel thermocouples. The primary stream measuring
station was located (8.8 cm (7.4 in) upstream of the primary nozzle exit
plane. Fan stream properties were measured with two five-probe total pressure
rakes and a three-probe total temperature rake. Both pressure and temperature
probes were at centers of equal area in the annular passage. The two total
pressure rakes were located 180 degrees apart. Two static taps were installed
in the vicinity of esch total pressure rake. These taps were located in the
inner and outer annulus walls and displaced 15 degrees from the rakes. The fan
stream measuring station was located 25.6 cm (10.08 in) upstream of the fan
nozzle exit. Secondary flow pressure was measured with two total rressure
probes positioned 180 degree apart located downstream of the flow discharge
annulus as shown in Figures 3.2-11a and b,

Static pressure taps were installed on the model surfaces to aid in the
analysis of performance data. The location of instrumentation for each
configuration is illustrated in Figures 2.2-1la through 3.2-11f and tabulated
in Table 3.2-1IV. The tabulated values (X/Dg,aximum) 8re referenced relative

to the model connection flange and normalized by the model maximum diameter,
21.59 cm (8.5 in). During the test program, in some instances, not all of the
pressure and temperature data were recorded. The instrumentation is described
to indicate what information is available.

3.2.4 Test Matrix

A test matrix tabulating the combinations of aserodynamic and geometric vari-
ables tested is shown in Table 3.2-V, For each configuration tested, fan duct
nozzle pressure ratio (P¢f/P,) was varied over a prescribed range at fixed
values of fan to primary total pressure ratio (P¢f/P¢p). The supersonic
cruise configurations were also tested with three secondary flow rates (W,
corr) as defined by Equation 7, page 26, at each condition of fan to primary
total pressure ratio.
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TABLE 3.2-1V
STATIC TAP LOCATION ~ X/Dpax

SHORT FLAP SUPERSONIC CRUISE CONFIGURATION

Plug Flow Splitter E jector
Tap Tap
X/D No. X/Dmax No. X/Dmax
0.432 36 0.422 43 C.624
0.530 kY) 0.670 44 0.830
0.629 38 0.508 45 0.960
0.727 39 0.583 46 1.090
40 0.670 47 1.220
48 1.350

Iris Supersonic Cruise Configuration

Pluy Flow Splitter E jector
Tap Tap
X/Dmax No. X/Dmax No. X/Dmax
0.432 36 0.422 43 0.624
0.530 37 0.692 44 0.830
0. 629 38 0.569 45 0.960
0 727 39 0.635 46 1.090
40 0.692 47 1.227
48 1.350




TABIE 3.2 - IV (CONTINUED)
STATIC TAP LOCATION - X/Dypx

SHORT FLAP SUBSONIC CRUISE CONFIGURATION

Flow Fan Nozzle
Plug Splitter Forebody Flap Ejector
Tap Tap Tap Tap Tap
No. x/Dm No. X/Dpax No. X/Dmlx No. x/Dmx No. x/nm.x
28 0.434 36 0.422 43 0.398 49 0.463 51 0.793
29 0.533 37 0.670 44  0.431 SO0 0.495 52 0.844
30 0.631 38 0.508 45 0.449 53 0.793
31 0.729 39 0.583 46  0.486 54 0.844
40 0.670 47 0.522
48  0.558

IRIS SUBSONIC CRUISE CONFIGURATION

Plug ngiszer Forebody Ejector
Tap Tap Tap Tap
No. X/Dpax No. X/Dpay No. X/Dpay No. X/Dpay
28 0.434 36 0.422 43 0.319 51 0.793
29 0.533 37 0.692 4 0,340 52 0.844
30 0.631 38  0.564 45  0.386 53 0.793
31 0.729 39 0.635 46  0.432 54  0.844
40  0.692 47  0.478
48  0.522
49  0.563

50 0.605

[ =]
e

-




TABLE 3.2 - 1V (Concluded)

STATIC TAP LOCATION - X/Dyax

SHORT FLAP TAKEOFF CONFIGURATION

Plug Plug Flow
Retracted Extended Splitter Forebody Ejector

Tap- Tap Tap Tap Tap

No. )(/Dm.x No. )(/Dm.x No. )(/Dm.x No. X/Dm.x No. X/Dn.x
28 0.434 28 0.722 36 0.422 43 0.398 51 0.793
29 0.5313 29 0.820 37 0.670 44 0.431 52 0. 844
30 0.631 30 0.919 38 0.508 45 0.449 53 0.793
31 0.729 31 1.017 39 0.583 46 0.486 54 0.844

i
40 0.670 47 0.522

48 0.558

IRIS TAKEOFF CONFIGURATION

Plug Plug Flow
Retracted Extended Splitter Forebody Ejector
Tap Tap Tap Tap Tap
' No.  X/Dpay No. X/Dpax No. X/Dpay No. X/Dpax No. X/Dpag
| 28 0.434 28 0.722 36 0.422 43 0.319 51  0.793
29 0.533 29 0.820 37 0.692 44 0,340 52  0.844
30 0.631 30 0.919 38  0.564 45 0,336 53  0.793
31 0.729 31 1.017 39  0.635 46 0.434 54 0,844

40  0.692 47  0.461
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SECT1ON 4.0
DATA REDUCTION PROCEDURES

General descriptions of the equations used to define model flow rates and
nozzle thrust are contained in this section. All constants and equations are
given as actually used in the data reduction process.

4.1 FAN AND PRIMARY FLOW RATES

As previously discussed, both fan and primary mass flow rates were measured
with a choked venturi. These flow rates were calculated using the measured air
total tempzrature (Ty,) and pressure (P.,), respectively, and Equation (1).

|
|

= (n

where: Cpy is the venturi discharge coefficient, Ry the critical flow
factor, and Ay the geometric throat area of the venturi.

The venturi discharge coefficient is based on analytical techniques for choked
venturis with circular arc throats, This coefficient accounts for viscous
effects and sonic line distortion at the venturi throat. The critical flow
factor (Ky) is a function of total pressure and temperature, and accounts

for real gas effects. The critical flow factor was obtained by curve-fitting
tabulated values from Reference 7.

Total pressure (Py,) was determined by measuring the static pressure (Py)
upstream of the venturi throat and calculating the total pressure as:

Pev = B/C 2)

The factor C is a constant for a given venturi and .s the one-dimensional
static to total pressure ratio corresponding to the ratio of the area at the
measuring plare to the venturi throat area. The static pressure was measured
by four taps, each of which was sampled six times with a 48-channel signal
commutator for each data point. These 24 readings were averaged to determine
the static pressure. Venturi total temperature (T{,) was determined using
three iron/constantan thermocouples located upstream of each venturi, with the
readings averaged.

4.2 DISCHARGE COEFFLCIENTS

The discharge coefficient of a nozzle is defined as the ratio of actual mass
flow through the nozzle to the ideal isentropic flow rate at the temperature
and pressure of the flow (Equation 3),

_m (3
CD‘E\?
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Ideal flow rate was calculated from the following equation:

m, = ; Pt A A (4)
TR

vhere: A, P, and T, are the nozzle geometric throat area, total pressure,
and total temperature, respectively.

The critical flow factor (K) is a function of nozzle total pressure and
temperature and was obtained by curve-fitting tabulated values from Referance
7. Area ratio A*/A is the ratio of flow area at sonic conditions to the nozzle
throat area. For values of nozzle pressure ratio (P /P,) greater than

1.8929, A*/A in the ideal weight flow equation is equal to one., For lower
pressure ratios, A*/A was calculated from one-dimensional, isentropic
relationships:

Mz -3
A*/A:.%]z‘.g.M (l“‘S‘) (5)

B ] |

4.3 SECONDARY FLOW RATE AT SUPERSONIC CRUISE

where

(6)

Secondary flow (Wg (,ry) was introduced into the ejector for some supersonic
cruise test conditions. Corrected secondary flow is defined as the ratio of
the temperature-corrected secondary bleed flow relative to the temperature-
corrected sum of the fan and primary nozzle flows, as expressed by the follow-

ing equation:
ms v Tes
Ws =

corr — (7)
mf ‘/th + mp Ttp

For tests of the supersonic cruise configurations, secondary flow was bled
from the fan duct upstream of the nozzle throat. Since the total temperature
of all the streams in the model tests were equal, flow temperature corrections
were not required.

The secondary mass flow (mg) was calculated using the following relations:

mg = ACphe My (8)
where .
8Che = (Cpg) with - Cpe
secondary (9)
flow




The fan nozzle discharge coefficient (Cp.) was determined at supersonic
cruise with no secondary flow by using tﬁe equations in the previous section.
Once the fan noszle discharge coefficient was determined for a given nozzle,
calibrations were conducted to determine the fan nozzle discharge coefficient
with secondary flow. Since the secondary flow was bled from the fan duct
upstream of the nozzle, the discharge coefficient increased (i.e., high
calculated fan flow rate (mg) relative to fan ideal flow rate (mj¢)). This
apparent increase in flow was correlated with the number of open bleed holes,
Thus, to obtain a specified level of secondary flow during the actual test,
the required number of bleed holes was opened and Equation (8) was used to
determine mg.

To account for the fact that secondary flow was bled from the fan stream, the
equation for determining fan flow rate was modified as follows:

Kot Peve At
- mg (10)
V Teve

4.4 SECONDARY TOTAL PRESSURE ADJUSTMENT

e = Covt

Because of an instrumentation problem with the iris supersonic cruise confi-~
guration, the measured secondary total pressure (Pyg) at 4 percent secondary
flow was determined invalid. It therefore became necessary to adjust this
questionable pressure based on calibrations of valid secondary total pressure
measurements and secondary flow rate. In the correlation, it was assumed that
the secondary flow passage was choked, as discussed in Section 5.1.1, and that
one dimensional, isentropic flow conditions existed.

At test conditions where valid secondary total pressure measurements were
obtained, a choked flow area was calculated using measured secondary total
pressure, temperature, and weight flow. For each nozzle configuration, this
calculated area was found to be almost constant over the entire range of test
conditions. For example, the area for the iris nozzle with 2 percent secondary
flow varied no mcre than 0.7 percent from the average for the 30 test cases.
The average calculated area for this case was found to differ by only 3.3
percent from the comparable area for a similar nozzle with 2 percent secondary
flow. The ~hoking flow area for the iris nozzle with 4 percent flow was
determined by assuming that the same relationship existed at this flow
condition, i.e., the same proportionality was assumed at 4 percent as existed
at 2 percent flow. With this calculated area,as well as measured weight flow
and temperatuce, it was then possible to calculate the secondary pressure for
the iris nozzle with 4 percent secondary flow fcr each test case of interest.
The resulting variation in secondary pressure was found verv similar to that
observed for the other nozzles. Thus, the calculated pressure is believed to
be valid for analysis of the test results,
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4.5 THRUST MEASUREMENTS

For this test, the nozzle generated thrust-minus-drag is defined as the axial
exit momentum of the exhaust flow, plus the excess of exit pressure over
ambient pressure times the oxit area normal to the axis, minus the axial
pressure drag on the nozzle external surfaces (i.e,, trailing edge flaps and
auxiliary inlet doors).

F-D -[ dmv) . +j (P .. =PJ)JA~-D
ex Aexit. axial Aexit exit O)k ex (11)

Thus, this definition of thrust-minus-drag does not penalize the nozzle for
external friction drag.

Figure 4.1 shows a control volume applied to the test nozzles. Writing the

momentum equation in the axial direction for this control volume demonstrates
how the thrust was measured for this test:

+ . , - R . = .
FIC L Pmt Amt pex.\.t Aexxt * Dsm * Dex mve.xxt (12)
Substituting Equation (11) for mVexir in Equation (12) then,
Frie + T Pine Bint ™ Pexit Pexit * Dan * Dex = (F-Dgy)
13
= Pexit = Po) Rexit * Pex
Rearranging and cancelling terms,
F-D = N . -
ex FLC e }xnt A1nt po Acxit * Dsm s
But
Po Pexit = * Po Pint 1%)
Therefore
- = ) . - +
F=Dox = Frc * ¥ Aint (Plnt Po) Diim (16)

FLc is the axial force measured by the load cell, vhigh was calidbrated by
applying a known force and correlating this force against the load cell
output. Thus, this calibration provided a linear relati?nlhip between the
applied 10oad and the load cell output in millivolts, which was used to
determine the load cell force

Fio=alm) +b an

where a and b are constants determined by the calibrations and my is the
load cell reading in millivolts. The load cell was sampled 26 times for each
test condition, the above calculation was made for each sample, and the re-
sults averaged to yield the measured force.
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Figure 4-1 Control Volume for 21.59 cm (8.5 in.) Model Thrust

Determination

The term Aj,e (Pine - Po) accounts for internal pressure tare forces

acting on the forward facing surfaces (A;,.) of the metric part of the
model. The internal pressure (P;,.) was measured with two static pressure
taps 180-degrees apart at each of the forward facing surfaces.

As indicated by Equation (16), an adjustment was made to the measured
thrust-minus-drag of the nozzles to account for external skin friction drag
(Dgm) acting on the cylindrical section of the model downstream of the
metric break. External skin friction drag was estimated by using the method
reported in Reference 8.

4.6 THRUST COEFFICIENTS

The gross thrust coefficient is defined as the ratio of measured nozzle gross
thrust-minus-drag to the sum of the ideal thrusts of the fan and primary
streams. As noted previously, the thrust-minus drag for this report does not
penalize the nozzle for external skin friction drag. l1deal thrust for each
stream equals the mass flow rate times the ideal velocity, i.e., the velocity
of the stream expanded isentropically from the upstream total pressure to the
ambient pressure. The equation for the gross thrust coefficient is thus:

P"Dex

C =
fp me Vig + mp vip (18)

The ideal thrust for each stream was calculated using the dimensionless ideal
thrust function, which is a function of nozzle pressure ratio (P./P,) and
the ratio of specific heats 7V,
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m v ¥- 1/2 -1]1/2 (19)
ii 20\ (A 1-(psp) Yo
PA* - Y \vFT) 1 o’ "t
m.V.
11 .
® pigr < 181163 \/v - (b /P )27 for v = 14 (20)

The ideal thrust for the fan and primary streams was thent

_ ar\ [MiVi
Me Vig = Cpg Pte Ae | X))\ a7 (21)
f t f
V.
_ At Vi

Por pressure ratios greater than 1.8929, A¥/A = 1,0, For pressure ratios less
than this, A*/A was calculated as described in the previous section on
discharge coefficients.

4.7 NOZZLE EFFICIENCY

In addition to nozzle gross thrust coefficient, a nozzle efficiency
coefficient, n , was also defined, which relates the overall efficiency of the

exhaust system by including the ideal thrust contribution of the secondary
flow, as follows:

F - qex

q.
Me Vie * Mp Vip * M Vis (23)

where m¢Vi¢ and mpVi, were calculated using Equatii as (21) and (22).

Since a discharge coefficient was not calculated for the secondary flow, the
following equation was used to calculate mgV;,:

1=1
P N
= 270 o (24)
mg Vis = Mg (\-‘1’) aRT, s |1 - (f’TS')
rearranging and setting ¥ = 1.4,
.28571
. Py (25)
- RT -\
mg vis = 2.64575 m, gl s Pt
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SECTION 5.0

RESULTS AND DISCUSSION

The measured nozzle thrust performance and exhaust flow characteristics of the
two nozzle configurations tested, the iris and the short flap design, are pre-
sented in this section. Included are the effects of geometric and aerodynamic
test variables at the simulated flight Mach numbers. Also, measured perform
ance is compared to levels assumed for the Advanced Supersonic Transport pro-
pulsion studies. Emphasis is placed on the performance observed at simulated
engine operating conditions.

In the following discussion, the thrust performance characteristics of the
supersonic cruise nozzle configuration are presented first, followed by the
performance of the subsonic cruise and takeoff configurations. Nozzle flow
characteristics are then addressed in the same order.

5.1 NUZZLE THRUST PERFORMANCE

Two nozzle parameters are used to express thrust performance: gross thrust
coefficient (Cgy) and nozzle efficiency coefficient ( M ), as defined by

data reduction equations 18 and 23, respectively. It should be noted that the
thrust performance described by both coefficients does not penalize the nozzle
for external skin fricvion drag. Also, the thrust contribution of the second-
ary flow is not included in the ideal thrust terms of the gross thrust coeffi-
cient (Cgp).

5.1.1 Supersonic Cruise Performance at Mach Number 2.0

Nozzle performance in terms of gross thrust (Cgp,) versus fan nozzle pressure
ratio (Ptf/Po) is presented in Figures 5.1-1a and b for the iris and short
flap configurations. In this series of curves, data are compared at three fan
to primary pressure splits (Pcf/Ptp). The data were acquired at a second-

ary flow rate (Wg .opr) of 2 percent. It may be observed that with the
presence of secondary flow, the performance coefficient (Cg¢,) exceeds unity.
As noted previously in the definition of gross thrust coefficient, the measur-
ed thrust contribution of the secondary stream is not normalized by the ideal
thrust of the stream. The comparisons show that for both configurations the
range of fan to primary pressure split tested had iittle influence on nozzle
performance. Data acquired at the other secondary flow conditions, flow rates
of zero and 4 percent and tabulated in the companion Comprehensive Data Report
(Reference 5), also indicate that the fan to primary pressure split had a neg-
ligible effect on performance. These results suggest that if engine operation
deviates somewhat from the predicted pressure split of 2.32 at supersonic
cruise, nozzle perfurmance will not be degraded.
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The influence of secondary flow on supersonic cruise gross thrust coefficients
for both configurations is shown in Figure 5.1-2, The data show that over the
range of fan nozzle pressure ratios tested, the performance of the iris nozzle
benefits more with increasing secondary flow in comparison to the short flap
configuration. At zero secondary flow, the gross thrust coefficient of the
iris nozzle is 0.4 percent less than the short flap, while at &4 percent
secondary flow performance of the iris configuration is 0.2 percent higher
than the short flap. Figure 5.1-2 also indicates that for zero and 2 percent
secondary flow peak nozzle performance (minimum over or under-expansion loss-
es) occurs over a fan pressure ratio range of 27 to 28. This range of measured
maximum performance brackets the engine operating conditions at supersonic
cruise, a fan nozzle pressure ratio of 27.5 and a fan-to-primary pressure
split of 2,32 as shown in Table 3.2-1. The trend at 4 percent corrected se-
condary flow indicates that nozzle performance is still increasing slightly at
the facility pressure limit, a fan nozzle pressure ratio of 30, For secondary
flows greater than 2 percent, some allowance in area ratio must be made to
achieve peak performance at the design nozzle pressure ratio.

A comparison of nozzle performunce as a function of secondary flow at the
supersonic cruise engine operating conditions outlined above is shown in
Figure 5.1-3, The data trend indicates that small amounts of secondary flow
provide a greater increase in nozzle performance than the percent mass flow
adde®. As indicated previously, the nozzle coefficient C¢, does not include
the ideal thrust of the secondary flow. An increase in secondary flow from
zero to 2 percent increased the iris nozzle performance 2.6 percent, and the
short flap nozzle 2.3 percent. A further increase in secondary {low to 4 per-
cent showed an additional 1.5 percent improvemenc in iris nozzle performance
and 1.2 percent for the short flap contiguration. The reason for the perform
ance increase for small additions of secondary flow is attributed to control
of the initial overexpansion of the fan nozzle jet flow prior to attachment on
the ejector shroud wall. At higher secondary flows, diminishing performance
returns are realized.

The level of secondary total pressure (Pyq) required to provide a given se-
condary flow rate is directly proportional to the fan nozzl= total pressure
(Per), once compound choking flow conditions have been established for the
two streams, The data in Figure 5.1-4 illustrate this correlation for the
short flap nozzle by showing secondary to fan total pressure ratio (nozzle
pumping characteristic), (Pgg/Pr¢), as a function of fan nozzle pressure
ratio. The data show that primary nozzle operating conditions have no effect
on the pumping characteristic, as indicated by the collapse of data measured
over a wide range of fan to primary pressure split at . Instant corrected se-
condary flow rate.

A comparison of pumping characteristics of the iris and short flap configura-
tions tested over a range of corrected secondary flow rates (Figure 5.1-5)
shows that this parameter is dependent on the nozzle geometry. As both confi-
gurations were tested with the same ecjector, the difference in nozzle pumping
characteristic level between the two configurations is attributed to the vari-
ance of the fan nozzle design, i.e., isentropic versus conical contoured flow
splitter, Previous experience indicates that the pumping characteristic is in-
fluenced by the nozzle shape as well as the spacing between the fan nozzle and
ejector shroud minimum diameter,
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In the definition of gross nozzle thrust coefficient, the ideal thrust of
secondary flow is not considered, as previously noted, because of the
difficulty in accurately defining the secondary total pressure entering the
ejector in full scale flight hardware and, therefore, the performance of the
propulsion system. However, a definition of the level of secondary total
pressure and corrected flow is necessary to provide design requirements for
sizing the flow supply piping and identifying the source, i.e., inlet flow,
inlet boundary layer bleed, or engine bleed.

To quantify the ejector nozzle thrust performance in terms of the ideal thrust
of the total exhaust flow, primary plus fan plus secondary, the nozzle
efficiency ( M ) was defined, as discussed earlier, Page 31. As in the gross
thrust coefficient definition, nozzle efficiency does not include the effect
of external skin friction drag. This definition of nozzle performance provides
a convenient means of comparing ejector nozzle performance with secondary flow
to the thrust coefficients of other exhaust systems that are based on the
ideal thrust of the total exhaust flow expanded to ambient.

A comparison of the iris and short flap nozzle efficiencies at supersonic
cruise engine operating conditions is presented in Figure 5.1-6. This
comparison shows that at secondary flow rates up to 4 percent the overall
performance of the short flap nozzle is superior to the iris configuration.

Data trends indicate that secondary flow rates of only 2 percent are required
to obtain maximum nozzle performance. With further increases in corrected
secondary flow, performance tends to fall off. At approximately 2 percent
corrected secondary flow, the short flap nozzle achieves maximum performance
of 0.995 and the maximum for iris configuration is 0.990.
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Figure 5.1-6 Comparison of Short F.ap and Iris Nozzle Efficiency at
Supersonic Cruise Engine Operating Conditions. Conditions: Free
Stream Mach Number, (M,) 2.0; Fan Nozzle Pressure Ratio,
Peg/Pgy, 27.5; Fan-to-Primary Pressure Split, Pege/Pep,
2.32.
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It {s interesting to note that in terms of gross thrust coefficient at 2
percent corrected secondary flow (Figure 5.1-3), performance is nearly
identical. In terms of efficiency at 2 percent corrected secondary flow, the
performance of the short flap is clearly 0.5 percent higher than the iris. The
reason for this apparent anomaly is that the iris configuration requires a
higher secondary total pressure to pass a given secondary flow than does the
short flap. The higher secondary total pressure of the iris, for a given flow,
manifests itself in a proportionately larger ideal secondary thrust term
relative to the short flap. As the measured thrust of both configurations is
similar, the larger total ideal thrust of the iris due to the higher secondary
total pressure results in a lower overall noszle efficiency.

5.1.2 Subsonic Cruise Performance (Mach Number 0.9)

Curves of gross thrust coefficient vorrus fan nozzle pressure ratio are pre-
sented in Figures 5.1-7a and b compaiiuy data at three fan-to-primary pressure
splits for the subsonic cruise iris and short flap configurations. The iris
nozzle data were obtained with the clamshell set at 21 degrees and an ejector
inlet-to-exit area ratio (Ajn1ec/Ag) of 0.63. The short flap norzzle data

were acquired at a 17 degree clamshell angle and an ejector inlet area ratio
of 0.46. A comparison of data shows that the performance of both subsonic
cruise configurations tend to increase with decreasing pressure split. The
trend of increasing performance with increasing fan nozzle pressure ratio in-
dicates that the nozzle flow is greatly overexpanded at lower pressure ratios.
The higher performance associated with decreased pressure split is a result of
the increased primary flow tending to reduce the overexpansion losses.

The effect of variations in ejector clamshell angle on nozzle performance at
subsonic cruise conditions is shown in Figure 5.1-8. The data trends for both
configurations indicate that nozzle performance is relatively insensitive to
clamshell angle over the range tested. The maximum performance for both con-
figurations occurred over a range of angles from 17 to 21 degrees. The iris
configuration exhibited a gross thrust coefficient of 0.878, 1.3 percent
higher performance than the short flap noeczle. Additional tests of the iris
nozzle, with the clamshell removed, indicated a modest increase in perfor-
mance, to a gross thrust coefficient of 0,881, Similar tests of the short flap
configuration showed a 1 percent improvement in performance.

The effect of variations in ejector inlet area on nozzle performance at sub-
sonic cruise conditions is shown in Figure 5.1-9. The short flap nozzle data
were acquired with the clamshell set at 17 degrees. The iris configuration
data were obtained with the clamshell removed. Figure 5.1-9 shows that varying
the inlet area produced little improvement in the performance of these con-
figurations, i.e,, reduction in over expansion or base drag losses by ventila-
ting the ejector shroud. The iris nozzle demonstrated a maximum gross thrust
coefficient of 0.881, while a level of 0.865 was attained for the short flap
configuration,




'
|

38

Figure 5.1-7

096 -
FAN-TO-PRIMARY
PRESSURE SPLIT
Pit/Prp
092 - 0.8
0O 197
Q22
Gross 088
THRUST
COEFFICIENT (g4 |
0.80 | g/
t OFERATING POINT
| 1 1 |
0.76 3 4 5 6 7
FAN NOZZLE PRESSURE RATIO~ P"/Po
(a) IRIS NOZZLE. CLAMSHELL ANGLE, T, 21°
EJECTOR INLET-TO-EXIT AREA RATIO,
Ainlet/Ag,0.63.
096
FAN-TO-PRILARY
PRESSURE SPLIT
Pit/Prp
092 I+ 018
0 197
Q22
GrRoss 088
THRUST
COEFFICIENT 084 |
080~
8/ T OPERATING POINT
0.76 ] 1 | i
3 4 5 6 7

FAN NOZZLE PRESSURE RATIO=~ Py /P,

(b) SHORT FLAP NOZZLE. CLAMSHELL ANGLE,T,17°
EJECTOR INLET-TO-EXIT AREA RATIO,
Ainiet/Ag,0.46

Comparison of Subsonic Cruise Performance for Various Fan-to-
Primary Pressure Splits. Conditions: Free Stream Nach Number,
(M,) 0.9.




H
H
£

AREA RATIO

Ainiet /A9

THRUST 046
COEFFICIENT SHORT FLAP
c 084}
fp
L L ]
0'8012 6 20 24

CLAMSHELL ANGLE,r, DEGREES

Figure 5.1-8 Subsonic Performance Sensitivity to Clamshell Angle. Condi-
tions: Free Stream Mach Number, (Np) 0.9; Fan Nozgle Pressure
Ratio, Pege/Py, 5.26; Pan-to-Primary Pressure Split,
Peg/Pyp, 1.97.

092 r
IRIS
GROSS 088 - O-——————— -0 CLAMSHELL REMOVED
THRUST O————0 CLAMSHELL ANGLE,T,I7*
SHORT FLAP
COEFFICIENT
0.84 -
0. 80 ] | [ ]

03 04 05 06 07
EJECTOR INLET AREA/EXIT AREA~Ajniet/A9

Pigure 5.1-8 Subsonic Performance Sensitivity to Clamshell Angle. Condi-
tions: Free Stream Mach Number, (M,) 0.9; Fan Nozzle Pressure
Ratio, Peg/Pp, 5.26; Fan-to-Primary Pressure Split,

Ptffptp' 1.970

39




T e T

The measured subsonic performance, as presented in Figures 35.1-7 through
5.1-9, was lower than expected. Diagnostic tests were conducted to understand
these deficiencies. Emphasis was placed on the irie configuration because of
its higher performance level. Both configurations were tested over a range of
Mach numbers to determine the effects of external flow on performance, as
shown in Pigure 5.1-10. The data show that performance deficiencies are
related to external flow effects since both nozzles demonstrated significantly
higher performance levels at static conditions; the iris configuration showing
the highest potential at a level of 0.975.
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Figure 5.1-10 Bffect of Free Stream Mach Number on Subsonic Cruise Nozzle
Performance. Conditions: Fan Nozzle Pressure Ratio, Pef/Po,
§.26; Pan-to-Primary Pressure Split, Peg/ Pep, 1.97.

The iris configuration was also tested over a range of free stream Mach
numbers with the ejector shroud removed. A comparison of these results to data
with the shroud in place (Figure 5.1.11a) shows a very similar performance
trend as a function of free stream Mach number. The results imply that
boattail drag of the ejector inlet base is the problem. An integration of the
static pressure distribution over the boattail at Mach number of 0.9, shown in
Figure 5.1-11b, confirms this observation. The integrated boattail drag in
terms cf incremental gross thrust coefficient is a large part of the
performance difference between static and 0.9 free stream Mach number test
conditions.
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5.1.3 Takeoff Performance

The takeoff configuration of the short flap nosszle was tested over a range of
clamshell positions and ejector inlet areas at static and 0.36 free stream
Mach number conditions to determine the optimum geometry of the sjector shroud
components. The influence of clamshell position on nozzle performance at the
takeoff condition {s shown in Pigure 5.1-12, Data trends are similar at both
the static and 0,36 Mach number conditions, and show that the siniam
clamshell angle tested, 13 degrees, results in the highest performance. The
effect of ejector inlet area on takeoff performance is presented in Pigure
5.1=13, The data show that the performance of these configurations is
relatively insensitive to inlet area variation over the range tested., A
comparison of the data also shows a decrease in performance from static
conditions to 0.36 N,. The performance decrease with free stream flow
indicates a lack of tertiary flow through the ejector inlet to ventilate the
shroud.

The iris takeoff configuration was tested with the clamshell positioned at 13
degrees (7 ) and the inlet area (Ajn1et/Ag) set at 0.80. The results are
compared to the best performing short flap configuration 7 of 13° and
Ajnlet/Ag of 0.46 in Figures S.1-14a and b at static and 0.36 Mach number
conditions. As indicated, the performance of the iris confiquration is
superior to the short flap over the range of fan nozsle pressure ratio tested.
At takeoff conditions, the static performance of the iris nozzle is 0.980, 4
perceant higher than the short flap. At a Mach number of 0,36, iris noszzle
performance decreases to 0.966, but still provides a 4 percent advantage over
the short flap configuration.

A comparison of data at the two fan to primary pressure ratios tested, 1.46
and 1,7, is shown in Figure 5.1-15. Results show that performance of the
takeoff configurations is insensitive to pressure split.

Primary nozzle operating conditions at supersonic and subsonic cruise require
a convergent-divergent nozsle design for optimum performance, At takeoff,
operating conditions are below sonic requiring a convergent flowpath to
minimize overexpansion performance losses. These diverse flowpath requirements
are satisfied by the split translating centerbody plug, but with an added
degree of mechanical complexity over a solid type plug nozzle as shown in
Figure 3,2-4c.

To evaluate the performance benefits of a split plug design, the takeoff
configurations were tested with the plug retracted. A comparison of noszle
performance with the split plug retracted and extended is presented in Pigure
S.1-16. The comparison shows that the complexity of the split plug design is
varranted to obtain maximum takeoff performance, With the plug retracted, the
iris nozzle loses 2.5 percent in static performance and 2 percent at 0.36 Mach
number. This loss is a direct result of the flow being overexpanded in the
primary nozzle. The short flap configuration exhibited a similar performance
loss at the 0.36 Mach number coundition.
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Analysis of the short flap takeoff performance as & function of Pg,./P,,
previously illustrated in Figure 5,1-14, shows that lowest measured per form-
ance occurs at takeoff engine operating conditions. The performance decrease
is attributed to overexpansion of the fan flow on the isentropic splitter. A
plot of the limited static pressures on the splitter, Figure 5.1-17, indicates
an initial region of overexpanded flow dowmstream of the noszzle throat. Ex-
ploratory tests were conducted to determine the cause of these losses. It was
found that the overexpansion losses wmere influenced by two design elements:
(1) the close proximity of the ejector inlet flap to the fan nozzle lip creat-
ed & convergent~divergent nozzle effect and (2) the fan noszzle-splitter shape.

Tests of the short flap configuration with the 20-degree trailing edge porticn
of the ejector inlet flap removed, showed a 1.5 percent improvement in per-
formance, as illustrated in Figure 5,1-18. However, the trend still indicates
an overexpansion characteristic at takeoff engine operating conditions. A com-
parison of the static pressure distributions of the original and modified con-
figurations (Figure 5.1-19) shows that the modification reduced the initial
overexpansion region, but did not completely eliminate the loss. Examination
of the geometry of the fan nozzle flap relative to the crown of the flow
splitter indicated that the throat flowv may be underturmned, vhich would ex-
plain the residual overexpansion loss. Increased flow tuming can be obtained
by revising the kinematics of the nozzle flap mechanism to relocate the flap
lip in the takeoff mode.

Exploratory tests of the iris takeoff configuration were conducted to investi-
gate the fall-off in performance with increasing fan nozzle pressure ratio.
This included testing with the ejector clamshell removed, The test revealed
that the exhaust flow was impinging on the clamshell. A comparison of iris
nozzle performance with and without the clamshell is presented in Figure
$.1-20. The comparison shows that rewmoval of the clamshell decreased the per-
formance fall-off with increasing pressure ratio. The data show that if the
clamshell ispingement could be avoided, the iris configuration could achieve
takeoff performance comparable to the levels assumed in the Advanced Super-
sonic Transport studies. One way to avoid impingement of the nozzle jet plume
on the clamshell, would be a reduction in fan nozzle radius ratio to reduce
the plume diawmeter,
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Figure 5.1-20 Comparison of Iris Nozzle Takeoff Performance With and With-
out Ejector Clamshell. Conditions: Fan-to-Primary Pressure
Split, Per/Ptp, 1.46; Ejector Inlet Area, Ajplet/Ag, 0.8
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. 5.1.4 Comparison of Results with Advanced Supersonic Transport Propulsion
Study Performance Levels

: A comparison of the measured nozzle performance to levels assumed in the

’ Advanced Supersonic Trausport propulsion studies (refer to Table 3,2-11) is
illustrated in Figure 5.!-21, Data are shown for both the iris and short flap
configurations at simulated engine operating conditions and flight Mach
numbers. The comparison shows that at supersonic cruise the performance of
both con{igurations at zero secondary flow achieved the Advanced Supersonic
Transport study level, the iris and short flap configurations demonstrating
gross thrust coefficients of 0.980 and 0.984, respectively. To date,
integrated propulsion studies have not been conducted in sufficient depth to
evaluate the overall benefit of secondary flow. The comparison also shows that
at subsonic cruise the performance of both configurations is deficient, 6
percent for the iris and 7.5 percent for thkc short flap configuration. At
takeoff conditions, the performance of the iris configuration approached the
study levels within 0.5 percent statically but was 2 percent lower at
climbout. The short flap configuration, however, was deficient by 4 to 6

percent.
1.00
=B L
SUPERSONIC
096 I a CRUISE
GROSS > ®
THRUST ggpt ©
COESFICIENT TAKEOFF
Ct LEGEND
P 0.88 F o @ AST STUDY LEVELS
‘ o O IRIS RESULTS
SUBSONIC O SHORT FLAP RESULTS
CRUISE
1 1 1 _J
0‘840 0.5 1.0 1.5 2.0

FREE STREAM MACH NO~M,

Figure 5.1-21 Comparison of Test Results with AST Propulsion Study Nozzle
Performance. Condition: Corrected Secondary Flow, Wg ~orp., 0%.
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5.2 NOZZLE DISCHARGE COEFFICIENTS
5.2.1 Supersonic Cruise Configuration Discharge Coefficients

Fan and primary nozzle discharge coefficients (Cp, and Cp , respectively)

for the iris and short flap supersonic cruise configuratigns are presented in
Figure 5.2-1. Data are presented for the extreme range of conditions tested; fan
to primary pressure split of 2.0 and 2.6 and corrected secondary flow of zero and
4 percent. The data collapse shows that both the fan and primary discharge
coefficients are almost independent of nozzle operating conditions and corrected
secondary flow. At nozzle operating conditions well above the critical flow
regime, the trend of the data is nearly constant with nozzle pressure ratio. At
engine operating conditions, the levels of fan and primary discharge coefficients
for the iris configuration are 0.962 and 0.991, respectively. Levels exhibited by
the short flap configuration are a fan discharge coefficient of 0.975 and a
primary nozzle discharge coefficient of 0.982.

FAN-TO-PRIMARY  CORRECTED
PRESSURE SPLIT SECONDARY FLOW

P"/P'E w'eum
o 20 0
0O 26 0.04
- NOZZLE NOZZLE
1 00 ° STREAM STREAM
W PRIMARY
—D PRIMARY
098 ~ - FAN
DISCHARGE g - 8O 87
COEFFICIENT
. @-@-8 98 RN L
Co 096 &
OPERATING POINT OPERATING POINT
094 1 | ‘ ] 1 1 J
T8 22 26 30 18 22 26 30
FAN NOZZLE FAN NOZZLE
PRESSURE RATIO~ Py¢/Pq PRESSURE RATIO~Py¢/ Py
(a)IRIS CONFIGURATION (b) SHCRT FLAP CONFIGURATION
Figure 5.2~-1 Iris and Short Flap Supersonic Cruise Configuration Discharge
Coefficients. Conditions: Free Stream Mach Number, (M,),
2.0.




$.2.2 Subsonic Cruise Configuration Discharge Coefficients

Figure 5.2-2 presents fan and primary discharge coefficients for the iris and
short flap subsonic cruis~ configurations. For each plot, data are presented
for the three fan to primary pressure splits tested. The collapse of fan
nozzle data to a constant value again shows that the fan discharge coefficient
is independent of nozzle operating conditions over the range tested, A similar
collapse is observed for primary nozzle data at pressure splits of 1.8 and
1.97. However, at a fan to primary pressure split of 2.2, the primary nozzle
discharge coefficient increases to values near 1.0 at a fan pressure ratio of
3.5 for both configurations. The corresponding primary pressure ratio for
these conditions is 1.6, which is in the unchoked subsonic flow regime. At
subcritical nozzle flow conditions, there are two possible reasons for the
increased discharge coefficients: (1) fan flow was aspirating the primary flow
or (2) the characteristic of a convergent-divergent nozzle to produce
discharge coefficients greater than unity due to overexpansion of the flow. At
engine operating conditions, the levels of fan and primary discharge
coefficients for the iris configuration are 0.960 and 0.985, respectively.,
Levels observed for the short flap configuration are a fan discharge
coefficient of 0.967 and a primary nozzle discharge coefficient of 0.981.

FAN-TO-PRIMARY
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Pt /Prp
018
o197
022
NOZZLE NOZZLE
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0
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C _.s
" 096 | —ae -G-8 N | §--ve % & g -
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i 1 1 ] i i | }
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FAN NOZZLE PRESSURE RATIO~Py¢/F, FAN NOZZLE PRESSURE RATIO~Py¢/P,
(a)IRIS CONFIGURATION (b)SHORT FLAP CONFIGURATION
Figure 5.2-2 Iris and Short Flap Subsonic Cruise Configuration Discharge

Coefficients. Conditons: Free Stream Mach Number, (M,), 0.9.

51




5.2.3 Takeoff Configuration Discharge Coefficients

Fan and primary nozzle discharge coefficients for the iris takeoff configura-
tion are illustrated in Figure 5.2-3. Data are presented for both pressure
splits tested at static and 0.36 free stream Mach number conditions., As ob-
served previously, fan nozzle datz tor ail test conditions collapsed to a
single curve. The data exhibit a conventional trend with decreasing fan nozzle
pressure ratio, temding to decrease slightly near sonic flow conditions.
Trends of primary nozzle discharge coefficients, on the other hand, indicate
that the primary nozzle discharge coefficient is a function of fan to primary
pressure split and free stream flow conditions. The figures also show that the
data are not monotonic as a function of primary pressure ratio. The external
flow interaction is very strong at low pressure ratios (e.g., 1.1) decreasing
the discharge coefficient by 5 to 12 percent relative to the levels observed
statically. However, in the range of takeoff operating conditions, the varia-
tion of primary nozzle discharge coefficient is approximately 2 percent.
Measured values of fan and primary discharge coefficients at both static and
0.36 M, conditions are 0.950 and 0.960, respectively.

Discharge coefficient data for the short flap takeoff configuration are pre-
sented in Figure 5.2-4., The characteristics of the fan nozzle data are con-
sistent with that observed previously. The trend of the primary nozzle dis-
charge coefficient, increasing to values greater than unity in the unchoked
flow regime, indicates that the fan flow over the isentropic splitter is as-
pirating the primary flow. Data at both pressure splits collapsed to a single
curve as a function of primary nozzle pressure ratio, illustrating that the
primary nozzle discharge coefficient is independent of the fan to primary
pressure split. At engine operating conditions, the levels of fan and primary
discharge coefficients for the short flap configuration are 0.968 and 0.980,
respectively, for the tw free stream conditions tested.
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Figure 5.2-3 Iris Takeoff Configuration Discharge Coefficients.
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SECTION 6.0
CONCLUSIONS

The performance of two variable geometry coannular ejector nozzle models for
an Advanced Supersonic Transport was obtained at key supersonic and subsonic
flight conditions over a range of engine operating conditions., The significant
results of the tests are summarized below.

Supergonic Cruise Results

Both configurations demonstrated good supersonic cruise performance comparable
to the level assumed in the Advanced Supersonic Transport propulsion studies,
a gross thrust coefficient of 0.982, at zero secondary flow. The addition of 2
and 4 percent secondary flow increased iris nozzle performance by 2.6 and 4.1
percent, respectively, while short flap nozzle performance increased 2.3 and
3.5 percent, Variation of fan to primary pressure split had no effect on
nozzle performance over the range tested.

Subsonic Cruise Results

The performance of both subsonic cruise configurations was deficie.t relative
to the Advanced Supersonic Transport study gross thrust level of 0.94. The
iris configuration fell short of the target by 6 percent and the short flap
was deficient by 7.5 percent. Exploratory tests showed the performance
deficiencies resulted from inadequate ventilation of the ejector shroud which
resulted in excessive ejector inlet boattail drag. Mission emphasis on
supersonic performance established nozzle length requirements and constrained
the ejector inlet design. Variation of ejector inlet area and clamshell
position had minimal effect on nozzle performance for the range tested.

Takeoff Results

Performance of the iris takeoff configuration approached the Advanced
Supersonic Transport study levels at static conditions but was 2 percent low
at climbout. The short flap configuration was deficient by 4 and 6 percent at
these conditions. Exploratory tests of the iris configuration showed that flow
impingement on the ejector clamshell degraded the performance 0.5 to 2
percent. Additional tests of the short flap configuration showed that
modifications of the ejector inlet flap would provide limited performance
improvements.
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APPENDIX A
FACILITY VERIFICATIOCW

A modified Supersonic Tunnel Association nozzle was constructed for this pro-
gram and tcsted as a means of verifying the force and weight-flow measurement
accuracy of the facility., The procedure and results are discussed in this
Appendix.

Calibration Model Description

The geometric details of the modified Supersonic Tunnel Association nozzle are
shown in Figure A-1. This nozzle is essentially an American Society of Mechan-
ical Engineers standard nozzle with a base. The modified Supersonic Tunnel As-
sociation nozzle, installed in the wind tunnel, is shown in Figure A-2. Test-
ing with this nozzle was conducted with either the fan flow (Wg¢) or primary
flow (W.), but never with both flows simultaneously. Flow conditioning was
provideg by means of perforated "choke" plates and screens upstream of the
nozzle. Nozzle total pressure was measured by two four-tube rakes, while noz~
zle total temperature was measured with two copper constantan thermocouples.
Base static pressure was determined using four rows of six taps.

Calibration Model Data Reduction

In order to compare the mndified Supersonic Tunnel Association nozzle thrust
coefficients with semi-empirical predicted levels, it was necessary to modify
the thrust coefficient (Cg_ ) as defined by Equation 18 to account for the
nozzle base drag, Dey: P

= — B (1A)
CF,int: mV. + nmv,
1 1
or
Cr,int = Cgp * 3C¢p (24)

wvhere C¢ is the nozzle thrust coefficient corrected for friction drag as
pvevi.ousqy defined, Dg is the nozzle base drag as measured by twenty-four
static pressure taps over the base area.
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Figure A-l Geometric Details of Modified Supersonic Tunnel Association

(STA) Nozzle. All Dimensions are in cm (in).
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Figure A-2 Details of Modified Supersonic Tunnel Association Nozzle
Installation.

Calibration Model Results

Internal thrust coefficients for the modified Supersonic Tunnel Association
nozzle are presented in Figure A-3. Data were obtained at quiescent conditions
and at Mach numbers 0.36, 0.9, and 2.0. Testing was conducted by flowing air
from either the fan or primary supply system. The majority of the data shown
were obtained using the large fan flow measuring venturi (Dy¢ = 4.4392 cm
(1.7477 in)). The predicted levels of internal thrust coefficient were derived
from semi-empirical methods of calculating standard American Society of
Mechanical Engineers long radius nozzle performance, as described in Reference
7.

The American Society of Mechanical Engineers equations were slightly modified
to include the effect of a small difference in length of the internal
flowpaths between the American Society of Mechanical Engineers and modified
Supersonic Tunnel Association nozzles. Internal thrust coefficients were
generally within +0.5 percent of predicted levels for test Mach numbers up to
0.9, as shown in Figure A-3. However, at the supersonic cruise Mach number of
2.0, the thrust coefficients were biased approximately 1 percent high, as seen
in Figure A-3, It is felt, however, the relative comparisons between
supersonic cruise configurations are valid.
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APPENDIX B
LIST OF SYMBOLS
(Equation No.)

A Area
3 Base
c Constant relating venturi area ratio
to one-dimensional pressure ratio
¢ Chord
c-D Convergent divergent nozzle
Cp Discharge coefficient (3)
Cfine Modified Supersonic Tunnel Association
nozzle thrust coefficient (2A)
Cep Gross thrust coefficient (not including
external friction drag) (18)
Diameter, drag
Nozzle generated force, thrust
Gravitational constant
Compressidbility correction
Length
Mass flow
Mach no.
Pressure
Gas Constant
Supersonic Tunnel Association
Temperature
Thickness
Velocity
Weight flow
Corrected secondary flow (7%
Axial distance
Radial position

BN 90O

w W X

3

8 corr

<X EL<rr

Greek Letters

Ejector inlet flap angle

Trailing edge flap boattail angle

Specific heat ratio or ;lug angle

Difference of two terms

Splitter trailing edge included angle

Nozzle efficiency (does not include external

friction drag) (23)
Shroud internal divergence angle

Clamshell angle of rotation

Shroud external! convergence angle

SN0 3IobRw™R

Wt

My




Superscripee

*

Subscripts
B

Corr

ex

4

) §
inlet

APPENDIX B

LIST OF SYMBOLS (Conmt'd)

Sonic flow condition

Base

Corrected

Exit

Pan duct

l1deal

Ejector inlet
Internal

Local

Load cell

Maximum

Ambient condition
Primary duct
Secondary or Shroud
Friction drag on metric portion of model
Total

Venturi

Pree stream or emdbient condition

Primary nozzle throat station

Primary nozzle exit station - plug retracted
Ejector exit station

Fan duct nozzle throat station

(Equation No.)
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