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EXECUTIVE SUMMARY

The transient performance of jet engine during power setting operations is affected in
several ways when water is ingested at the front end of the engine. The nature and magnitude
of effects depend primarily upon (1) the initial design of the engine and the control system,
including limit switches incorporated in them, (2) the mass fraction and volumentric droplet
size of water, (3) the ambient. conditions including pressure, temperature and degree of
saturation with water vapor, (4) the rate at which power resetting is carried out and (.5) any
errors in data acquisition with sensors that arc providing input to the engine control.

An attempt has been made to establish the effects of water ingestion through simulation of
a generic high bypass ratio engine with a generic control. In view of the large effects arising in
the air compression system during water ingestion, attention has been focussed on those effects
and the resulting changes in engine performance. In order to confine the effects of water
ingestion to the air compression system, it is assumed that watt'r is either drained out
completely at the end of compression processes in the bypass and the core streams or is
removed in part by draining and the rest by Oa::;h evaporation at either entry or the exit of the
burner. Such treatment of water, while lea.ving the turbines and the nozzles with single phase,
gaseous flow, will cause changes in turbine entry mass flow and temperature.

Engine simulation has been carried out in the afore-mentioned cases utilizing the PURDU
WINCOF code, that is suitable for obtaining the performance of a fan-compressor unit with
water ingestion, and an engine simulation code that is flexible enough for handling a generic
high bypass ratio engine and its control.

Engine performance with ingestion of 1, 2, '1, and 8 per cent mass fraction of water, mean
volumetric diameter of water droplets being 600 microns, during power setting in accel and
dece! modes between idling and maximum power at sea level standard, static conditions, shows
highly nonlinear variation with the magnitude of water mass fraction. t..10st of the change in
performance occurs with one per cent water ingestion. No simulations have been possible with
8 per cent water ingestion.

The performance of the generic engine deteriorates under hot day operating conditions even
with dry air operation. No appreciable further deterioration occurs during water ingestion,
although the air compression system shows some improvement due to increased heat and mass
transfer at the higher temperatures.

Evaporation of water in the burner to any extent larger than 0.5 per cent, especially at the
exit section of the burner, causes appreciable changes in the performance of the low pressure
spool. It appears significant to test engines with small amount of water ingestion during power
setting operations.

\Vhile small changes in temperature sensor (submerged in centrifuged water) reading, that
is utilized as an input to the control, does not affect the performance of the generic engine, an
error of about 40F does not permit engine simulation between the desired initial and final
conditions. The compressor seems to surge.

It is often of interest to establish if, during water ingestion, the time-rate of change of
power setting should be reduced to obtain a smooth, surge-free operation. In the case of the
grneric engine with an automatic provision for operating with a pre-set acceleration fuel
schedule, appreciable slowing down of power lever angle changes seems to be necessary to
ensure that there is an adequate margin between acceh>ration schedule operation and
com pressor su rging cond ition.
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CHAPTER I

INTRODUCTION

An aircraft gas tmbine engine and its control system are normally designed for
operation with air as the working fluid. All of the components of an engine except the
burncr are then expected to operate with a single phase, gaseous fluid. The burner in
an aircraft gas tmbine is commonly supplied with a liquid fuel and occasionally also
with water. The design objective in those cases then is to obtain an adequate amount
of atomization and vaporization in the shortest time and space within the burner to
complete the desired heat and mass transfer and combustion processes. Thus under
all of the flight conditions, defilled by altitude, Mach number and power setting, the
engine is designed to perform with a gaseous fluid except for local processes in the
burner.

There are, however, a number of environmental conditions under which the air
utilized by an engine may contain a second phase in the form of dust, sand, or
volcanic ash (References 1 to 3) 3 nd also water (References 4 and 5). The effects of
the presence of a liquid in the ingested air are in several respects similar to those
obtained with solid particles, but there are certain specialized effects in the case of
water ingestion. It is considered of illterest to establish the effects of the presence of
watcr on individual engine components and the overall engine system with a given
control. Based on such studies, one may proceed to obtain some guidelines for engine
operation with current designs and also, possibly, for modifying engine and control
design.

Ingestion of watcr may al"ise in various ways. \Vatcr vapor is often present in
ambient air giving rbe to changes in density, molecular weight, and ratio of specific
heats of the working fluid. Modern engines and their control systems are designed to
accommodate appreciable humidity in the ambient air. \Vhen the humidity is high,
however, engine inlet condensation may be severe enough under certain operating
conditions to cause noticeable amounts of liquid water to be ingested into the engine
(Refel'ences 6 and 7). An air-liquid water mixture may also enter an engine directly
during take-off from rough runways on which there are puddles of water and dming
ilight through a rainstorm (References 4 and 8). Water may then be present along the
gas path of an engine, startillg from the inlet face all the way up to the thrustor
nozzle exit, in droplet, film, or vapor form in dilTerent proportions at different
locations.

The pl'oblem of water ingestion is of interest in the case of all aircraft gas turbines,
although in the case of turboprops there may be some shielding provided by the
proT)('ller installation. The effects of water ingestion can be particuraly severe in the
case of a two-spool engine with a fan and a bypass flow, since the design, matching
and control fa the engine involve a core engine and asuperchargel·. Although the basic
effects of water ingestion appear even in a single shaft engine, a high bypass ratio
engine such as used in many civil aircraft applications, provides a special opportunity
for examining the effects of water ingestion on "matching" and control of a system
with two shafts and thrustor nozzles but with a part of the working fluid passing
through the entire cngine and with a single control. It is such an engine that is chosen
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for the current investigation. Figure 1 provides a schematic of a typical high bypass
ratio engine and control.

In practice, the effects of water ingestion on an aircraft gas turbine need to be
determined taking into account the installation of the engine in the aircraft. Several
considerations resulting from installation are (i) changes introduced by the installation
on water ingestion into the engine, (ii) thrust requirement of the integrated aircraft
engine system and (iii) the role of aircraft or flight control on engine operation and
control. It is clear that those considerations make the problem aircraft-specific in
addition to being engine installation-specific. Therefore, in the current investigation
the engine is examined as though it is on a test bed with standard inlet and nozzle
and with provision for obtaining any desired air-water mixture in front of the engine.

The nature and magnitude of the effects of water ingestion depend upon some or
all of the following: (i) characteristics of air-water mixture ingested, (ii) design of each
of the components of the engine and its control system and the nature of the
component performance matching scheme utilized for obtaining equilibrium running of
the engine, (iii) operational changes introduced following water ingestion and (iv)
design and performance of sensors feeding the control system.

1.1. Air-Water Ivlixture

An air-watet' mixture ingested into an engine is characterized by pressure and
temperature of air, temperature, mass fraction and mechanical state of liquid water
and water vapor contcnt. In general, the mixture may be fully saturated with respect
to water vapor during flight operations in rain storm conditions. The temperature of
air and liquid water may also be unequal under such conditions, The pressure and
temperature of the gas phase (air-water vapor mixture) depend upon the altitude of
engine operation and flight speed, when applicable. There may be deviations in
temperature and pressure from "standard" data at some altitudes due to
meteorological phenomena. In this investigation the pressure, is assumed to
correspond to the standard value (14.7 P.S.I.A.) and the temperature to either the
standard (518.7R) or selected hot day (for example, 58~L7R) conditions. During hot
day conditions, the initial water vapor content under saturation conditions and any
phase change process within the compl'cssion subsystem are also alTected.

The liquid in the air-water mixture is assumed in the current investigation to enter
the engine entirely in droplet form, although in practice the liquid may flow into the
engine in film form from a wing, fuselage, or inlet surface. Within the engine, the
liquid may flow over material surfaces in film form or in the free stream in droplet
form. At the trailing edge of a blade sUl'face, a water film may be entrained in the
form of droplets. In the free stream droplets may coalesce into large droplets or break
up into smallet· droplets (References 9 and 10). There is considerable uncertainty
about the mechanical state of' water in cmved ducting (such as the one utilized for
interconnecting the low pressure compressor and the high pressUl'e compressor in the
engine shown in Figul'e 1), difIuser (such as that following the high pressure
compressor), burner (with primary and coolant streams), and nozzles. In the current
investigation no account is takell of the existence of a film of water in any of these
components.
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The water droplets in the air-water mixture may be characterized by values of size
distribution and mass fraction. One method of characterization consists in using a
reference local volume-mean diameter, D3o, as defined by A.S.T.M. Standards
(Reference 11) and number density per unit volume of the mixture. The droplets
found in rainfall are of the order of hundreds of microns and in some cases, larger
than 1000 microns (References 12 and 13). Within the engine, especially following
droplet breakup and vaporization, a portion of the droplets may be small enough to
follow the gas phase motion. No data seem to be available for droplet size in aircraft
wheel-generated sprays. The mass fraction of water may vary over an appreciable
range in practice, for example 0.5 to 15 per cent (Reference 8). It may be useful to
note that 1.0 per cent by weight of water in droplet form of size D30 = 1000 microns is
equal to a number density of 54,200 per cubic foot of air-water mixture under
standard conditions, with a total surface area of 264 square inches and a volume of
1.73 cubic inches.

1.2. Engine Components and System

The generic engine shown in Figure 1 may be divided broadly into the engine and
the control system. The engine consists of a large number of components. They may
be grouped for convenience under (i) stationary, cold flow components, namely inlet,
ducting, diffuser, and bypass stream thrustor nozzle, (ii) air compression subsystem
consisting of fan (bypass stream), booster (fan core stream, and low pressure
compressor) and core or high pressure compressor, (iii) burner, (iv) turbines and (v)
stationary hot flow components, namely core stream thrustor nozzle. During water
ingestion, the working fluid may c0utain the liquid phase in any or all of the groups of
components. All of the groups of components are, in general, affected by the presence
of water in any of the groups since the engine has to function as a single integrated
system whether or not the performance of various components is exactly matched for
equilibrium running under a given set of conditions.

The engine also incorporates, in general, a number of bleeds through valves located
between various stages and also sections of the compression subsystem. The
performance of such bleeds is affected by the presence of water in the working fluid.

The control system consists of sensors, signal processors, and actuators. Typically
it is designed to control engine speed in response to power setting and values of
temperature and pressure at various locations. During equilibrium running under
given ambient conditions and at a given power setting, the high pressure turbine work
output matches the work input required by the high pressure compressor operating at
a speed corresponding to the power setting, and the work input required by the fan
and low pressure compressor by the output of the low pressure turbine. When the
ambient conditions and/or the power setting are changed, the latter causing a
different fuel flow-rate, the control is actuated by the sensor, that is providing data for
it, and functions such that the engine attains the equilibrium running point
corresponding to the new operating conditions. The core engine speed is often
controlled directly while the low pressure system speed is not. However', the low and
high pressure system are coupled through the enthalpy and the mass now rate of the
core stream working fluid so that the low pressure system attains an equilibrium speed
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corresponding to the controlled speed of the core or the engine. Now, during water
ingestion, under similar conditions of changes in operation (for example, power setting)
the component performance matching will become affected. This may be due to
changes in working fluid charactet·istics along the gas path as well as changes in the
output of sensors which feed the control system. For example, a temperature sensor
that provides an input to engine control may become immersed in liquid water and
transmit the water temperature rather than the gas phase temperature (Reference 14)
and cause a malfunction of engine.

1.3. Operational Changes During Water Ingestion

During normal gas phase operation there are various modes or states in which it is
required to run an engine. These modes include (a) steady state operation at various
power settings, (b) changes in flight conditions such as altitude and Mach number, (c)
changes in ambient conditions such as temperature, pressure and composition of the
working fluid, and (d) transient operation during and following power setting changes.
In the design of an aircraft power plant there are ranges of flight conditions, ambient
conditions and power settings over which the engine may be operated. The limits of
these ranges define the operating envelope of thr engine. During water ingestion the
available operating envelope may be altered. Also inherent in an engine design are
limits on rates of change for various operational parameters, that will result in stable
engine operation at the end point of a transient. The presence of water in the working
fluid may also alter these allowable rates of change.

Each of the components and the engine system as a whole can be expected to be
affected by the presence of liquid water in the working fluid entering the engine. The
effects of water ingestion are both acrothermodynamic and mechanical. The affects
can arise "immediately" or in a short time scale dur;ng water ingestion as well as in a
cumulative fashion over a long period of time due to sllstained or repeated ingestion
and consequent deterioration of engine components and system (Reference 15).
Although aerothermodynamic and mechanical effects are in general coupled attention
is focused in the current investigation on aerothermodynamic changes. For example,
the loading of a turbomachine blade can be expected to change when the working fluid
contains liquid water. The aerothermodynamic effects may also lead to aero-elastic
phenomena due to altered bending and torsional loading on blades and other
structural elements. However, in view of the central nature of aerothermodynamic
effects, attention is focused here on those effects.

In general, it is of interest to establish the effects of water ingestion on a time
dependent basis. Every engine and control, including sensors, have inherent dynamic
characteristics due to inertia and time delays in the system. A change in the working
fluid therefore cannot be accommodated instantaneously. Furthermore, the engine
operating condition may be altered, for example, by pilot action, through a resetting of
the power demand over a short Lut finite interval of time. It may also be possible
that the characteristics of air-water mixture entering the engine may themselves not
be steady with respect to time. In all cases, the principal interest is in the time
dependent changes bctween one eondHion of opcmLioll and anothcr. It may be
observed that there is no certainty tllal at any linite length or tillle following ingestion
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of water, the engine in fact attains an equilibrium running point. In general the
following al'e of interest in a two-spool engine at every instant of time in any chosen
interval of time of operation with water ingestion: (i) speeds of the two spools, (ii)
surge margin of compressors, (iii) fuel cut-off, (iv) name-out in the burner, and (v)
thrust output.

A detailed time-dependent analysis requires a knowledge of the dynamical
characteristics of each component of the engine and its control as a system. Such
characteristics are required during engine operation both with air and with various
air-water mixtures. Moreover, a given air-water mixture at entry to the engine can be
expected to undergo substantial changes along the gas path, from component to
component. There may also be resulting changes in the dynamical characteristics of
components. Accounting for all of those is unmanageable at this time since only a
hybrid analytical-experimental study can provide the required data. No such study is
available to date.

The current investigation is therefore limited to determining time-dependent
changes for an engine under quasi-steady approximations wherein it is assumed that
(a) the performance of each component is that obtained under steady state conditions
and (b) inertias and delays remain unchanged from reference values obtained under a
set of specified design operating conditions. In conducting a quasi-steady calculation
of performance, the time steps chosen should of necessity be larger in duration than
any of the delay times associated with the engine. At the same time, the time steps
should be small enough to recover any time-dependent, oscillatory behavior of the
engine during a transient.

In general, an investigation of the effects of water ingestion on an engine requires
consideration of effects on all of the components and also the matching and control of
the engine as a system. This is a formidable task in view of various uncertainties
associated with modeling of air-water mixture flow through various engine components.
It has therefore been felt that the effects of water ingestion on the engine may be
determined with respect to eUeds on one component at a time. Among the engine
components mentioned earlier, the compression subsystem is most directly exposed to
watel' ingestion. There are reasons to believe that the effects of water ingestion can be
severe in the compression system dil'('ctly and through induced effects on the engine
(Reference 15). In the current investigation, therefore, attention is focussed on the air
compression subsystem and the performance of the engine is then established with
respect to the changes in the performance of that subsystem.

All of the current investigations are conducted on a generic engine with a control
system, such as that shown in Figure 1, and described briefly in the Appendix. The
performance of the engine is examined in three categories of problem areas, namely:
(i) various types of air-water mixtures entering the engine and chosen power setting
changes; (ii) operational conditions related to different types of power setting changes;
and (iii) behavior of major sensors feeding the control system.

The principal tools utilized ill the investigation are a computer code for obtaining
the performance of an axial l10w compressor with water ingestion and a computer code
capable of predicting the dynamic (H'l'formancc of 11 Lypieal high hypass ratio turbofan



engine. There are various compre::>sor modeling codes available such as those
presented in References (16) and (17). Similarly, there are a number of engine
simulation programs with the required capabilities such as those discussed in
References (18) and (In). The programs chosen for this investigation are (i) the so
called PURDU-v\lNCOF code, a computer program capable of obtaining the
perfonnance of multi-spool, axial flow compressor operating with an air-water mixture
working fluid (References 20), and (ii) an engine simulation code (Reference 21).

1.4. Organization of Report

The objectives of the investigation, along with details of the approach utilized, are
given in Chapter II. A computer program has been modified and utilized to generate
the compressor performance maps unoer various operating conditions. A description
of the code ano details concerning its modification for use in generating performance
maps are provided in Chapter III. In Chapter IV, the generic high bypass ratio
turbofan engine and its standard control system are described. A description of the
engine simulation program is also included. Finally, the specific test cases used in the
investigation are discussed. Chapter V presents results of both the compression
subsystem performance analysis and the engine performance simulation. In Chapter
VI, the results are discussed with some conclusions.

Some aspects of the investigation and initial results are discussed in References 34
and ~35.
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CHAPTER }[

OBJECTIVES AND APPROACH

The objectives of the investigation are as follows:

(i) To establish a procedure for determining time-depenJent
changes in the performance of a high bypass rat.io turbofan
engine with water ingestion effects confined to the compression
subsystem; and

(ii) To determine operability or controllability characteristics of a
selected high bypass ratio turbo fan engine with a given
control under various conditions of water ingestion and
operation.

For the purposes of current analysis, controllability of the engine may be defined as
the ability of the engine and the control system to respond efi'ectively as a combined
system to operator-initiated power setting changes.

The PURD1J-\VINCOF Call<· has been modified to generate Iwrformance maps for
the fan (with respect to the bypass stream), the booster (fan with respect to the core
stream, and low pressure compressor) and the core 01' high presure compressor under
various ambient conditions Such conditions incluJe ambient temperature and inlet
mass fraction of water. For each set of ambient or water ingestion conditions, specific
compressor performance maps must be generated.

The effects of water ingestion on the engine are to be established in the current
investigation with respect to changes ill performance of the air compression subsystem.
In order to isolate the effects of water illgestion to the air compression Stl bsystem, a
number of assumptions are introJuced as follows: (a) the performance of inlet,
ducting, and diffuser is not signiflcantly affected; (c) the performance of bleed valves is
not affected, and (c) water can be removeJ or converted into vapor form before the
working fluid in the core stream leaves the burner and befOl"e that in the bypass
stream enters the cold flow thrustor nozzle. The assurnptions remove the need for
examining any two phase effects in any of the components except the ail' compression
subsystem and the burner. Insofar as tile burner is concerned, some of the water
entering it can be expected to nndergo evaporation. It is clearly difticnlt to establish
where evaporation may begin 01· become completed along the bllrner. Accordingly, two
limiting cases have been postulated regarding such evaporation: (i) at entry and (ii) at
exit of the burner.

The engine simulation program uses a gas path analysis along with stored
component performance data, limits and schedules imposed by the control system, and
information on mechanical characteristics and limits of the engine (such as inertias
and speed limits) to obtain a series of equilibrium operating points in response to an
input representing a set of operational conditions. In other words, the time dependent
response of the engine to operator-initiated (input) changes in power setting and
operational ~dtitude and flight Mach number is obtained in the form of a series of local
equilibrium operating points corresponding to discrete time steps between the initial
and the desired final, steady state operating points. In order to accomplish this. an



engine simulation code requires, typically, data that completely define the performance
of each engine component over as large a part of the range of operational parameters
(such as mass flow rate, rotational speed, temperature, pressure, composition of the
working fluid, etc., whichever is applicable) as possible for which the component and
the engine system have been designed, This informatioll is stored in tabular form and
is referred to collectively as the component performance maps. Both the WINCOF
code and the generic engine simulation code have been modified as required for
application to the given ail' compression subsystem and engine under conditions of
water ingestion.

In order to examine operability and controllability a series of simulation test cases
have been chosen. The test cases may be grouped undcr the following types of studies
for t,he effects of: (i) amOUllt, of water ingested, (ii) location and extent of water
vaporization, (iii) elevated ambient t,cmperature, (iv) errors in input to control system
and (v) operational changes ,vit,h respect t,o powet'-seLting operations.
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CHAPTER III

PERFORNlANCE OF COMPRESSION SUBSYSTEM WITH WATER INGESTION

In this section a general description of the \VINCOF code is given along with a
discussion of the assumptions and modifications introduced for obtaining the
performance of the compression subsystem in the form of "maps" that are suitable for
use in the engine simulation program.

3.1. Description of the WINCOF Code

The \VINCOF code provides a scheme for a one-dimensional, or designated
streamtube, performance calculation for a fan or a compressor stage, and through a
stage-stacking procedure, a multi-stage compressor. Considering axisymmetric
coordinates (1', radial, 8, circumferential, and Z, axial directions) a one-dimensional
analysis, by definition, does not account for the radial velocity component. The
streamtube is always assumed to be parallel to the Z-direction over its entire length.
However, the streamtube can be located arbitrarily, as desired, in the spanwise
direction from blade row to blade row within a compressor.

The \VINCOF code can be used for obtaining the performance of a fan or a
compressor while operating with air or air-water droplet mixture. The performance
calculations are done with consideration of the following processes that are of interest
during water ingestion.

(i) Ingestion of the working fluid at the turbomachine face;

(ii) Impact and rebound at material surfaces;

(iii) Film f01'matioll and film flow on material smfaces;

(iv) Modification of boundary layer thickness, deviation, and
aerodynamic losses;

(v) Centrifugal action on droplets causlllg their radial
displacement;

(vi) Interphase heat and mass transfer;

(vii) Reingestion of water into wakes of blade~ from film flow ovet·
blades;

(viii) Droplet size adjustment based on Weber number
considerations (Reference 22); and

(ix) Division of work input between the two phases.

Some of those processes occur at specific locations with respect to a given blade
row, while others are distributed over a blade smface and a blade wake. The
vVINCOF code is based on lumping the processes at specific locations. Thus,
considering the aforementioned list of processes, it is assumed that (a) (i) occurs at a
specific location upstream of the blade row under consideration; (b) (ii), (iii), and (ix)
can be combined suitably to obtain work output and losses; and (c) (v) to (viii) can be
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considered at the exit plane of the blaue row under consideration.

Regarding centrifugal action and heat and mas transfer processes, characteristic
length and velocity scales are assumed for each blade row to yield a characteristic
length of time over which such processes occur for that blade row.

Centrifugal action on water droplets is assumed to occur both over blade surfaces
and in the free stream. Centrifugal action displaces water radially from the hub
towards the tip of a blade. It is assumed that water removed from any spanwise
location accumulates only at the tip of blades, in the vicinity of the outer casing wall.

The various processes are a function of the local state of air-water mixture, defined
by the mass fraction of water and the mean volumetric droplet size. They have a
combined effect on the balance of forces as well as on heat and mass transfer
processes. Thus, although gravitational fOl'ce has not been induded for consideration,
it may become significant in relation to momentum and drag forces under certain
conditions of number density and size distribution of droplets. The heat and mass
transfer from a conglomeration 01' droplets of different sizes is also significantly
different from that for a single droplet or droplets of homogeneous size and small
concentration.

In the current investigation droplets are generally visualized as falling into two
categories, namely, small and large. Small droplets are assumed to follow the gas
phase motion and to absorb work input. Large droplets are assumed to move
independently of the gas phase and to absorb no work input. Both types of droplets
are expected to undergo change of size based on mechanical equilibrium consideration,
and al'e subjected to heat and mass transfer processes.

The \VINCOF code is set up to perform the following three types of calculations.

(i) Design point calculation: Given the design rotational speed,
mass flow rate, axial flow velocities (at inlet and exit planes of
each blade row) or, equivalently, streamtube area (at inlet
and exit planes of each blade row), pressure ratio across each
blade )"Ow, stage efilciency, and blade metal angles for each
blade row, the code determines the relative and the absolute
flow angles, the incidence and the deviation angles and the
design point equivalent diffusion I·atia. For a multistage
machine, overall per'formance parameters are established by
extending a blade row-by-blade )"Ow single stage calculation
utilizing a "stage stacking" procedure.

(ii) Off-design point calculation for operation with air-flow: Given
values of operating speed and flow coefficient, the code
calculates all of the flow velocities and angles, pressure ratio,
and efficiency for each blade row based on (a) design point
data and (b) certain rules regarding deviation, diffusion factOl'
and momentum thickness of boundary layel' over the blade
(Reference 23), Again, "stage stacking" is used for a
multistage machine.
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(iii) Off design point calculation for operation with air-water
d1'Oplet mixture: Given values of operating speed, flow
coefficient, mass fraction of water, and volumetric mean
droplet size in the mixture, the code establishes flow velocities
and angles, pressure ratio, efficiency, water mass fraction
redistribution, and water droplet size reorganization based on
(a) design point data, (b) certain rules regarding deviation,
diffusion factor, and momentum thickness of boundary layer
over the blade, and (c) various assumptions related to the
presence of water in film and droplet form (Reference 20).

In applying the WINCOF code to a fan or a compressor, it is necessary as stated
earlier to choose a streamtube along which calculations are to be performed. A
streamtube is defined by its location and cross-sectional area. The location may be
the hub, the tip or another spanwise section. The cross-sectional area may be chosen
based on design point data pertaining to mass flow and axial flow velocity. However,
a blade is designed to yield specific aerodynamic performance at each spanwise section
through a choice of blade meLal angles, incidence and deviation. Furthermore a
compressor stage consists usually of at least two blade rows. Some trial and error may
become necessary in choosing location and cross-sectional area along the stage in a
piecewise continuous fashion such that they are compatible with, for example, the
design point performance for given design point air flow angles and rotational speed.

In general, it can be expected that one blade row differs from another and thus one
stage from another. The two major parameters of interest in the application of the
WINCOF code for determining the performance under a given set of operational
conditions are (i) aerodynamic design of blading and (ii) operating rotational and axial
flow velocities. The latter also detel'lnine the duration of time available for centrifugal
action and heat and mass transfer processes.

Regarding the aerodynamic performance of blaJing, the WINCOF code
incorporates a simple procedure for choosing rules for deviation and losses that are
appropriate for a given compressor. A brief description follows.

The model used to estimate the blade outlet flow angle and the loss due to
turbulent flow of gaseous phase over the rigid blade surface incorporates the concept
of equivalent diffusion ration (Reference 24). The equivalent diffusion ratio is
dependent upon the ratio of the maximum suction surface velocity and the trailing
edge velocity. This parameter is defined as follows (15):

{1.12 + 0.01l7(i - i*)143 + 0.61 CO:131 . K }. AK3 (1 )

where

[
1. ]I'f) Y Z2 (;,)1'1 1'2-

k = tan (31 - -~ -_. tan (32 - -y 1 - 1 '
1'1 V Z1 ZI rl

(3 = flow angle, YZ = axial velocity, i = incidence angle, (j = solidity, I' = streamline
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radius, and w = rotor I'Otational speed. The subscripts 1 and 2 refer to the blade row
inlet and outlet, respectively. The asterisk s~perscript refers to the design point case.
The design point equivalent diffusion ratio, Deq, is found using this expression with the
incidence angle term set equal to zero. In order to obtain the blade row outlet axial
velocity and flow angle, an itel'ation scheme is employed to arrive at the correct value
of axial velocity, but the flow angle, /3']., is assumed to be the outlet angle of the blade.
A value for the equivalent diffusion ratio is then calculated using Equation 1. The
deviation angle, 8, may he calculated using the following empirical expression:

8 = 8* + 6..10 - 9A5(M I - O.GO)(Deq - D;q) x AK1 , (2)

where M I = inlet Mach number. A value for the outlet flow angle is then calculated
by adding the deviation angle to the blade outlet angle and a final value for the outlet
flow angle obtained by iteration. The iteration procedure involves the determination
of density at blade outlet. In order to determine density, the pressure rise across the
blade row, if any, and the pressure loss must both ue established. The total pressure
rise is a function of axial and rotational velocities and the inlet and outlet flow angles.

The total pressure loss coefficiellt is dependent upon the non-dimensional wake
momentulll thickness, which is calculated using the following empirical expressions:

(8/c) = (8/c)* + (0.827MI - 2.692M12 - 2.G75MI3)(Deq - D;q)2 x AK2

*for Deq > Deq ; and

*for Deq < Deq . (3)

The total pressure loss coefficient may then be calculated usmg the following
expreSSiOn:

20
w=(8/c)'--

cos/32
(4)

This procedure is employed in each cycle of the iteration scheme for the blade outlet
axial velocity.

Now, the empirical expressions presented above apply to the class of blades for
which the correlations were originally performed (Reference 24). They may not apply
to other blades. Even in the general class of blades for which the correlations may
apply, there may be need for modifying the rules for various types of blades. It is for
permittillg such modifications that in equations (1), (2), and (3), three parameters,
AKJ, AK2, and Al'\:3, have been introduced. These may be adjusted for a given blade
to alter deviation angle, pressure less coel1icient, and equivalent diffusion ratio,
respectively, both individually alld relative to one allother. Changes in the values of
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the constants modify the predicted performance for a compressor blade row or stage
substantially. Accordingly, given, for example, details of velocities and flow angles and
of work done and efficiency at design for a specific compressor stage, the values of
constants can be determined through Lrial and error such that the predictions of the
\VINCOF code match the given performance. It may be pointed out that (a) the
overall performance of a compressor is extremely sensitive to the choice of the values
for the constants and (b) the trial and enol' procedure is not computationally simple.
Furthermore, it is possible that in certain cases, there may be more than one set of
constants that can yield the same overall performance. However, it is assumed that
the values of the constants once determined for a compressor provide the deviation
and the equivalent diffusion rules that are specific to the compressor under
consideration and may be so utilized in all of the predictions, including those under
off-design conditions.

3.2. Modifications to the WINCOF Code to Obtain Compressor
Performance Maps Suitable for Use in an Engine Simulation

In order to simulate the operation of the high bypass ratio turbofan engine, data
which define many operating points must be known for each component under various
ambient conditions. Typically, for a computer-based engine simulation, these data are
stored in tabular form. Engine performance is eSLablished for given operating
conditions by reference to tabulated data of performance of each engine component 01'

subsystem, The simulation program continues to search component tables until a
"performance-match" point for' all components is found. If the operation of a
component 01' subsystem in the f' ngine is changed such that performance data storcd
for the component no are no longer valid, then the stOl'ed data table must be replaced
by an approximately corrected data table. In the problem under investigation, the
performance of the compression subsystem is altered by the effects of water ingestion.
The WINCOF code was utilized to generate the corrected performance data.

Traditionally, the performance of a compressor has been represented by plots of
overall pressure ratio and adiabatic efficiency as functions of inlet mass flow rate for a
range of rotor rotational speeds. These performance data plots are called compressor
maps, Typically, a limited number of curves of constant corr'ccted rotational speed
are plotted for corrected mass flow rate ranging from a high flow condition to the
surging condition flow or a slightly lower value of flow for each speed.

It is well known that relations among the quantities on a compressor map are
highly nonlinear and that no useful similarity relations can be found with respect to
operating speed or mass flow-rate, regardless of the nature of the working fluid. Thus,
compressor maps may have to be stored as discrete data points in an engine
simulation program. In general, the operating point required by the simulation
program many not be one of the stored data points so that interpolation between
stored data points becomes required. Because of the highly nonlinear nature of the
compressor performance curves, a large number' of <.lata points must be stored in such
a procedure to achieve sufficient accuracy when interpolation is employed.
Unfortunately, storing large amounts of data for the compression subsystem as well as
for other components ill an engine simulation results in a Jar'ge, inefficient program. It
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is for this reason that new types of compressor map representation have been
developed.

One approach to compressor map representations is to base the maps on the use of
similal'ity parameters derived from further consideration of the basic physics of the
component performance (Reference 25). This approach has been used for this
investigation. In order to detlne performance, (i) flow coefficient, (ii) work coefficient,
and (iii) loss along the minimum-loss curve, known as the "backbone" of the map, must
be specitled; as well as variations of (iv) loss and (v) flow rate along the speed lines.
These five curves together contain the same information as traditional maps. At the
same time, they are approximately piecewise linear so that fewer data point are
required to achieve the same accuracy when interpolation is necessary.

The five curves can be broken into two groups: (i) efficiency representation and (ii)
flow representation. Rather than using efficiency direeLly, loss and work coefficient
and their variation with respect to the minimum loss point values are used for
efficiency representation. The definitions of work coefncient, pressure coefficient, flow
coefficient, and loss are illustrated iJl Figure 2. The characteristics of loss versus flow
or work coefficient curves that ll1ake loss a good basis for a map fitting procedure are
that the loss is always positive and finite and it exhibits a definite minimum value.
The WINCOF code has been modified to calculate the loss and the work coefficient.
In order to determine the minimum-loss values at each speed the compressor
performance is calculated at each speed over a range of mass flow rates (specified by
inputting a set of compressor inlet flow coefficients). Although performance
calculations are performed for each stage, it is sufIldent in calculations of overall
engine performance through simuiation to obtain the loss as an overall loss for an
entire machine or any section of it such as fan, LPC, or HPC. Corresponding to each
loss value, there is a work coefficient, which may aLo be obtained as an overall value
for a machine or section thereof. After the calculations have been performed for the
desired range of flow coefficient at a given speed, the minimum-loss value and, hence,
the corresponding minimum-loss work coefficient and minimum-loss flow coefficient for
the given speed are found.

After the minimum-loss point (minimum loss, mi nimum-Ioss work coefficient, and
minimum-loss flow coefficient) has oeen found at each speed in a desil'ed range, the
minimum-loss and minimum-loss work coefficient are plotted as a function of
rotational speed. These two curves are called "backbone" curves, The "off-backbone"
loss is then represented by a plot of the difference between loss at a value of speed and
flow coefficient and the minimum loss value at that speed versus the square of the
difference between the work coefficient and the minimum loss work coefficient. The
sign of the work coefficient difference is retained and is used in plotting the two
branches of the bi-variate loss representation. Plots of this loss correlation are fairly
linear over a wide range of work coefficient. Breaks often occur near points of positive
stall and choking. These three curves, shown schematically in Figure 3, complete the
efficiency representation. Because the curves are fairly linear, fewer points are needed
for accurate tabular representation in an engine simulation than for traditional maps.

The tluw representation consists of two curves. The first curve defines the mass
flow for operation on the "h:.d::bollC" of the map and is a plot of minimum-Joss flow
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coefficient versus rotational speed. The second is the "off-backbone" flow
representation which is obtained based on the following consideration. If it is assumed
that the Mach number is unity at some point in the gas path of the machine when it
is operating at the choking or the maximum mass flow rate condition, then a critical
flow area can be calculated. Furthermore, if this flow area is assumed to be constant
over the entire range of operation at a given rotational speed, then all mass flow rates
at that speed can be expressed relative to the choking mass flow rate using a pseudo
Mach number defined as follows:

[ ]

"1 + 1
1 ; 1 2(1 - 1) (5)

This pseudo-Mach number is plotted as a function of the difference between the work
coeffiC'ient and the minimum-loss work coefficient for caeh speed and the set of these
curves is referred to as the oIT-bac:\:bonc flow )'cprescntation These curves along with
the "flow-backbone" curve define the mass flow. Again, the curves are fairly linear or
piecewise lineal' so that a "table look-up" can be set up in an engine simulation code
that will yield good accuracy with a relatively small number of entries. It is often
found that the solution becomes unstable at Mach numbers close to unity. Thus, the
calculations for choking mass flow rate could not be carried out in the case of the
selected generic engine. However, since the mass now rate which results in a choking
condition serves merely as the reference value fOl" all other mass flow rates, the
maximum mass flow rate for which WINCOF calculations may be carried out in
practice in any given case can be used as an appropriate reference flow. It is also
noted that the ratio of corrected mass flow rate to maximum corrected mass flow rate
in Equation 5 is equivalent to the ratio of flow coefficient to maximum flow coefficient.
The locus of values of pseudo-Mach number as a function of the difference between
work coefficient and minimum-loss work coefficient for each speed is determined by
solving Equation 5 for M for the range of values of now cocfficient desired.

3.3. Generating the Performance Maps for the
Compression Subsystem with Water Ingestion

In conducting engine simulation with the compressor performance modified for
effects of water ingestion, several other considerations become necessary. Figure 4
shows the streamtubes of interest in a typical high bypass ratio compressor. In
general, the performance of a compressor is different for different radial positions
across the gas path. That is, the work coefficient and loss and the mass flow rate per
unit area vary in the radial direction at the exit of the compressor or section of the
compressor. With water ingestion, these radial differences in compressor performance
can become even more pronounced. During operation with air, acceptable
representation of the overall performance values can probably be made by performing
calculations along streamline 2 for the bypass stream and streamline 5 for the core
stream (Figure 4).
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During water ingestion, two processes which must be taken into account in
turbomachinery are (i) centrifugal action on droplets and (ii) interphase heat and mass
transfer. These processes cause continuous and substantial changes in the air-liquid
water mixture ratio along a streamtube, which in turn causes changes in the local
aerodynamic performance along a stl'eamtube. Water will tend to become depleted
along streamtubes 1 and 4. These changes in the state of the working fluid when
combined with the changes caused by aerodynamic dTects and heat and mass transfer
can in most cases be expected to give rise to nonlinear changes in performance
between the hub and the tip sections The result is that streamtubes such as 2 and 5
may no longer be adequately representative, mean stl'eamtubes fol' the bypass and the
core flows.

Considering the core and the bypass streams, there is no simple way of assigning a
mean performance for either. Carrying out. performance calculations for an infinitely
large number of streamtubes and averaging the resulting values is unacceptable.
However, simple averaging of performance obtained for a limited number of
streamtubes will in general not yield a meaningful mean performance. A fully three
dimensional analysis of the compressor performance may provide a basis for
establishing the overall perfOrtlt3,llC('. Such an analysis is beyond the scope of this
investigation. It appears that in the current state of knowledge, it is only possible to
consider certain streamlines as being representative of certain flows. On that basis it
is assumed that str'eamtubes 2 and .5 are representative of the bypass stream and the
COl'e stream, respectively. It is clear that the performance of the fan, the LPC and the
HPC are different and may be critical along streamtubes 1 and 4 during operation
with water ingestion. However, for this investigation it is assumed that the fan and
the compressor tip effects may Le considered separately from the determination of
engine system performance changes,

The streamtubes 2 and 5 were established by connecting the locus of points which
divide the flow in the bypass and the core streams, respectively, in half during
operation at the design point. The location of each of these streamtubes has been
assumed to remain unchanged for all other operating conditions also. In general, the
radial position of the streamline that divides the bypass or the core stream into two
equal parts will change with speed and mass flow rate, but the change is assumed to
be small enough so that the streamtubes chosen remain equally representative of the
mean compressor performance for all opel'ating conditions Furthermore, the bypass
ratio also changes with operating conditions. Again, for this investigation the bypass
ratio has been assumed to remain constant under various operating conditions.

In this investigation the steady state performance of each section of the compressor
subsystem (fan bypass, booster, and core compressor) has been obtained separately
over appropriate ranges of mass How rate and rotational speed, The results of these
calculations are three sets of steady state compressor performance maps.

In the generic high bypass ratio turbofan engine (Figure 1) the compression
subsystem has provision for bleeds (both between stages and between sections, (LPC
and HPC), anu also for variable statol' blade stagger angle settings, The engine
control system meters the bleed flow and changes the stator vane stagger setting.
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The compression subsystem performance has been calculated by making certain
assumptions about the changes that are expected to be made by the control system.
Firstly, in regard to variable stator blade stagger angles, it has been assumed that the
setting schedule is "fixed". That is, the stagger setting is related to a single engine
operating parameter namely the rotational speed. The performance maps for the
compression subsystem at various rotational speeds have been established using the
"fixed" schedule. Secondly, in regard to bleed flows, they fall into two categories. The
first category includes interstage bleeds the discharge from which does not reenter the
engine flow. For this investigation since the engine has been considered as operating
on a test stand, it is assumed that all interstage bleed valves remain closed. The
second type of bleed flow is that which passes through a variable area door from the
core stream just aft of the supercharger to the bypass stream just forward of the
bypass nozzle. It has been assumed that the performance of that bleed valve remains
the same in the case of two-phase flow as in the case of air flow. However, the
operation of the bleed valve during air-water mixture flow may become altered by the
input of modified values of temperature, pressure, and speed to the controller.
Thirdly, regarding the nature of the air-water mixture entering the bleed valve, it may
be observed that in the fan core stream and the low pressure compressor some of the
liquid water is centrifuged. Thus, at the exit of the supercharger, there is a higher
mass fraction of water in the tip region or at the core engine casing. Since the
variable bleed valve door is located at the core compressor outer casing there is some
ambiguity about the state and composition of the air-water mixture that can be
expected to pass through the bleed valve door. In that connection, it is assumed that
the mass fraction of water in the bleed flow mixture is the same as the local mass
fraction of water in streamtube 5. Fomthly and finally, it is assumed that in the swan
neck-shaped duct between the supercharger discharge and the core compressor inlet,
liquid water which accumulates in the blade tip rfgion and vapor which accumulates
in the hub region in the supercharger is redistributed across the entire cross section; in
other words, that a homogeneous air-water vapor-liquid water mixture enters the core
compressor.

3.4. Procedure for the Use of the WINCOF Code

It may be pointed out that in tlw case of the generic engine, it is assumed ~ priori
that only design point data are made available. It is necessary therefore to obtain
details of (a) location and How area of streamtubes 5 and 2 and (b) deviation,
momentum thickness, and equivalent diffusion ratio corresponding to the design point
and then utilize such data for undertaking off-design calculations with air-water
droplet mixture flow. In other words the location and the flow area of streamtubes are
treated as fixed in all of the subsequent calculations performed with air-water mixture.
It may be recalled that the \VINCOF code incorporates a stage-stacking procedure in
obtaining the pel"formance of a multistage machine.

The procedure for performance prediction consists of four major parts: (i) applying
two-phase flow related assumptions to the WINCOF code and creating necessary input
data set for the code; (ii) exercising the WINCOF code to obtain design
point/refercnce values of data needed fOI· subsequent design point calculations
including streamtube area, f'(juivalent diffusion ratio, incidence angle, deviation angle,
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and momentum thickness for each blade row; (iii) adjusting coefficients A!<J, AK2, and
AK3 in the aerodynamic rules to obtain an accurate prediction of the design point
performance of the compression subsystem, and (iv) exereising the WINCOF code for
obtainiug off-design performance over appropriate ranges of mass flow rate, speed, and
water mass fraction. The procedure is repeated for each section of the compression
subsystem.

The first part of the procedure requires that physical data describing the
mechanical elements of the compression subsystem and performance data specifying
the design operating point of the subsystem be available. The blade metal angles,
stagger settings, stator outlet flow angles, blade chords, blade hub and tip radii, design
point rotational speed, design point stage pressure ratios and efficiencies, and ambient
conditions at design are needed for each section of the subsystem. Details regarding
these data for the compression subsystem of the chosen generic engine are included in
the Appendix.

In part two of the pmcedure, the \VINCOF code was run with the design point
operating parameters and physical (;imensions of each compressor section as input. In
order to duplicate the exact design point performance for each section some additional
information was needed, namely: (i) the axial velocity at rotor inlet, rotor outlet, and
stator outlet of each stage and (ii) absolute flow angle at rotor inlet and rotor outlet of
each stage. With this information, the absolute velocity was calculated at each
station, namely rotor inlet, rotor outlet, and stator outlet. Stagnation temperature
and pressure were calculated at the rotor inlet, rotor outlet, and stator outlet of each
stage using the design point rotor and stage pressure ratios and stage efficiency. Using
those values and the absolute velocity, the static temperature and pressure, and hence
density were calculated at each station. Finally, using Equations (1) and (4) from
Section 3.1, the design point/reference values of the non-dimensional wake momentum
thickness and the equivalent diffusion ratio were calculated for each blade row.

Part three of the procedure consists in carrying out a performance calculation
utilizing Equations (1), (2), and (3) at the design point operating conditions and flow
coefficient as input and comparing the resulting predicted performance with the given
design point performance. In general, and as was observed in the case of the given
compression subsystem, such a comparison may reveal a need to adjust the parameters
AI\:J, AK2, and AK3 in Equations (2), (3), and (1), respectively, to obtain performance
predil:tions that mateh given design point data for each section of the compression
subsystem. In the WINCOF calculation scheme, the stator outlet deviation determines
the net stage rotor inlet incidence. Thus by lowering coefllcient AKI in Equation (2),
the incidence and deviation angles for each blade I'OW can be lowered, thereby
reducing the work input and the resulting pressure ratio for each stage. The efficiency
can be raised by reducing parameter AK2 in the non-dimensional wake momentum
thickness rule (Equation 2). Using a trial and error procedure with the above trends
taken into consideration, a set of "alues for the three parameters which resulted in an
aCCUl'ate predietion of the design point pel'fannance was found for each section of the
compression subsystem. It may be noted that the values of the three parameters were
held constant for all subsequent (off-design) calculations.
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The final step was then to exercise the WINCOF code over a range of speeds. The
range of mass flow rates utilized at each speed was chosen so that a sufficient number
of calculation points were obtained on either side of the minimum-loss point. Carrying
out the calculations for the above range of speeds and mass flow rates for one section
of the compression subsystem yields a performance map for that section which is
specific to the working fluid properties existing at the section inlet. These properties
include composition, temperature, and pressure. The final mapping step was repeated
for each compressor section for (i) standard tempemture and pressure and discrete
values of inlet liquid mass fractions of zero, one, two, four, and eight per cent and (ii)
a so-called "hot day" temperature and standard pressure and water mass fractions of
zero and four per cent.
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CHAPTER IV

ENGINE SIMULATION vVITH vVATEH INGESTION

The generic engine for which the investigation of time-dependent changes in
performance with water ingestion has been conducted can be described as a two spool,
high bypass ratio turbofan with a bypass ratio of about 4.5. The core stream and the
bypass stream exhaust thr-ough sepa \'ate thnlstor nozzles. The engine is typical of
those used in lal'ge commercial and military aircraft.

The control is assumed to be designed (,0 control fuel flow and variable stator vane
position. It is basically a speed governor which senses engine rotational speed and
adj usts the fuel flow as necessary to maintain the desired speed as set by the power
lever. The control system for both engine speed and variable stator vane setting is an
analog, electro-mechanical system.

The control system incorporates a fuel flow schedule as a function of engine speed,
which is then corrected with respect to various other performance parameters under
existing operating conditions. In order for the control to follow the resulting schedules,
the required parameters, namely, compressor discharge pressure, compressor inlet
temperature and engine speed, must be accurately sensed. The controller acquires the
parameters through various sensors and then amplifies the signal, computes the fuel
flow acceleration and deceleration limits, and imposes the limits. The fuel flow is
regulated by regulating fuel pressure. Part of the actuation mechanism may consist of
a three dimensional cam. Moving the power lever then rotates the cam to set the
basic fuel flow schedule required for the chosen power setting. The cam moves
laterally according to the operating conditions and thus imposes appropriate limits on
the base schedule.

The variable stator vanes are controlled separately from the engine speed. The
actuation may be hydraulic with engine fuel as the medium. The hydraulic signal is
determined utilizing two of the sensed parameters, namely compressor inlet
temperature anel engine speed.

4.1. Description of Engine Simulation Code

The engine simulation program (Reference 21) used in this investigation is designed
to operate as a free standing program or as a subroutine in an aircraft simulation
program. The program contains performance maps for each of the components in the
engine system, logic which models the control system including prescribed control
schedules, and logic which makes certain that the componellts are matched at the
operating point calculated. For e<tch component in the engine there is a subroutine.
The subl'Outines are arranged in the order in which the components appear along the
gas path. They contain the logic required to extraet data from the performance maps
based on the initial and operating conditions chosen for each component at the design
point. However, the initial and operatillg conditions for any component can be
expected to vary depending upon th(' operating wllditions of the engin('. Correctio!ls
arc appli('d to Ll1<' base vallic's of !lnforllmll('(' data stored ill th(' component maps.
Tlles(' ('orl'<'C'Liolls, wlliell an' ill III<' fOrltl or S(":l1:1I"S :llld aelder,"', call he eOJ1sider('d
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analogous to control system functions in an actual engine.

The program contains provisions for specifying the following: (i) control system
logic options, (ii) fixed flight/ambient conditions and (iii) time dependent quantities
which prescribe the simulation case to be run. The control system logic options include
some that are of importance to the investigation. In the compressor analysis since no
interstage customer bleed flow~ are considered, options for turning off such bleeds in
the engine simulation are used. Another option used is the idle selection switch. This
sets a minimum limit on the desired core engine speed regardless of how low the power
lever angle is set. The fixed flight/ambient conditions include temperature, pressure,
geopotential pressure altitude, and absolute humidity. The temperature and pressure
are input as increments added to the U.S. Standar'd Atmosphere, HJ62 (Reference 26).
The temperature and pressure increments may also be given as a function of time.
The inputs which specify a simulation case are functions of time. Piecewise linear
functions are established by giving the value of a variable at the beginning and end of
any specified time period. The value of the variable at times which fall between the
end points of the specified time period are found by linear interpolation. The time
dependent parameters available for specifying a case are flight Mach number,
geopotential pressure altitude, and power lever' angle.

The outputs available in the engine simulation program include overall engine
performance parameters such as thrust, engine pressure ratio, specific fuel
consumption, total fuel now rate, total inlet air mass flow rate, core speed,
supercharger speed, etc. Also, fluid pl'Operties are available at various stations in the
core and the bypass streams.

The engine simulation program also provides di<lgnostic output of two types in the
form of numerical status indicators (N.S.L's) pertaining to: (i) engine performance and
(ii) computer system or program status. The engine performance N.S.L's are printed
when a specified engine performance limit is reached. The engine perfor'mance N.S.!.'s
correspond to various physical limits on operating parameters of each component.

~'ing simulation program execution, if the value of an operating parameter exceeds a
preset physical limit, an engine performance N.S.L is printed and the calculations
continue with the value of the operating parameter set equal to its physical limit. The
engine performance N.S.L's are useful in analyzing results of simulation cases. Some
examples of these are "fuel now exceeds pump limit," "low pressure turbine inlet
temperatul'e exceeds maximum allowable," "physical or corrected core speed exceeds
maximum >1 llowable," etc.

,,>ystem N.S.L's indicate fatal errors, that is, those which cause program execution
to stop. Typlcal system N.S.L's give the name of a component subroutine in which the
calculation po: ~t fails to converge to a stable value, or they may tell the user that the
maximum number of interactions selected originally is exceeded before convergence.
System N.S.L's also indicate when part of the input data is out of the allowable range
or is incorrectly given.
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4.2. IncOl'])orating "Vater Ingestion into an Engine Simulation Code

As stated earlier, in the component subroutines the base values of performance
parameters are retrieved from the stored component maps and the base values are
modified according to control system specifications and specific operating conditions.
The effects of water ingestion on the compression subsystem performance and
subsequent overall engine performance are incorporated into the simulation code in a
manner which follows logically from the original program structure.

The \VINCOF code was used to obtain the performance maps (in the form of the
five linearized curves giving flow and efficiency representation) for the fan bypass
stream, the supercharger section stream, and the core eompressor stream individually
for a series of values of inlet liquid water mass fraction with other operating conditions
held constant. For each point stored in thp base IW1PS a corresponding correction
value was stored in another table, the correction representing the deviation in the
value of the performance parameter during \vater ingestion from the base value for dry
air operation. The correction values actu:tlly vary ('or dilferent sets of inlet conditions
including temperature, pressure, hlllllidity, alJd mass fradion of water ill the mixture
entering the engine. The b:1sic cng;i IJ(' sinllllaLion program can pr-ovidc engine
performance fOI' any givt'n set or the ambient conditions. However, the intel'phase
heat and mass transfer processes, that occur ill the compression subsystem, are greatly
affected by the ambient temperature. These processes in turn have a significant effect
on the overall compression subsystem performance and hence on the engine. An
unreasonable approach to the problem woulJ be to store correction maps fOl' an
infinite set combinations of' inlet conditions. Furthermore, there is no simple method
for modifying the values obtained for a few sets of inlet conditions sucb that they are
valid for all cases. Accordingly, performance calculations have been carried out at two
selected values of temperature, namely (i) standard day, 518.7R, and (ii) hot day,
589.7R. The inlet ail' is assumed to be saturated with water vapor when either
temperature is used. In this investigation the ambient pressure has been held constant
at standard value of' pressure. Four inlet mass fractions of water, Xw' equal to one,
two, foul', and eight per cent, werc considered. TI)(, pCI"formancc map correctiol\
tables were established for each 01' til(' inlet water mass fraetiom; for the standard day
temperature and, as a representative ease, for a water mass fraeLioll of fOllr pCI' ('ent
for the hot day temperature. In view of changes in water concentration along the gas
path that occur under any engine operating condition, necessary logic has been added
to the engine simulation program 1'01' utilizing at any desired location the correction
tables corresponding to one of the integral values of water mass fraction nearest to the
actual value of water concentration.

In the current investigation, the emphasis is, as stated in Chapter II, on the
determination of engine performance changes due, solely, to modification in the
performance of the air compressor subsystem with air-water mixture llow. The elTects
of air-water mixture flow on the perfOt'lllanCe of the other engine components arc not
considered. In that context, two limiting cases have been selected in order to isolate
and to explain the effects of compression subsystem changes on engine overall
performance. The cases are as follows: (i) all liquid water is removed before the
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mixture enters the burner and (ii) all or some of the water entering the burner
undergoes flash-evapOl'ation at some location in the burner. In both cases all of the
water is assumed to be removed from the bypass stream before the mixture enters the
bypass stream nozzle. Thus, in both cases all of the "hot" components and the two
thrustor nozzles are expected to operate with gaseous working lluid except for the fuel
and water entering the burner. The second case has been further specialized to
examine two possibilities of bumer location wher'e Hash-evaporation may occur. The
evaporation is assumed to occur at either the bUl'ller entry or the burner exit. The
enthalpy, temperature, and composition of the gaseous phase are adjusted at the
station at which the evaporation is assumed to take l-dace. The mass fraction of liquid
assumed to evaporate is added to the local water vapor mass fraction. The enthalpy
of the gaseous phase is reduced by an amount equal to the product of the mass rate of
vaporization and the latent heat of vaporization at the local pressure.

4.3. Procedure fot' the Use of the Engine Simulation Code

The procedure for using the engine simulation code is given for two cases of
simulation of engine operation during water ingestion with standard control: (i)
operation with standard and high ambient temperature values and (ii) operation with
an error in the high pressure compressor inlet temperature value which is an input to
the control system.

4.3.1. Simulation Procedure for Water' Ingestion During
Standard and Hot Day Conditions

Subroutines were added to correct the three compression subsystem section
performance maps in order to take into account water ingestion effects. These
subroutines are organized such that there is a complete set of water ingestion
performance data, corresponding to the original performance map data, for each
temperature and mass fraction of water considered. These water ingestion data are in
the form of additive cOITections to be applied to the compressor performance map data
that are retrieved by the engine simulation subroutines. The water ingestion
performance data are specific for each ambient temperature considered (standard day,
518.7R, and hot day, 58g.7R) and water mass fraction (zero, one, two, four, and eight
per cent).

Modifications to the subroutines were necessary to account for the draining and
evaporating of the water as specified in the input data. In the bypass stream, the
subroutine which models the fan discharge was modified to account for the reduction
in mixture mass flow rate when liquid is drained off. The subroutine modeling the high
pressure compressor discharge was modified in a similar fashion. The burner
subroutine was modified to calculate the enthalpy change of the gaseous mixture
working fluid due to evaporation of water at the entry or the outlet sections of the
bumer.

The modified engine simulation code is exercised exactly as the original code is,
except for the requirement that additional input must be supplied to specify initial
conditions of the water ingestion case.



4.3.2. Simulation of an Engine with Control Input Error

It has been stated in Reference (1,1) that the observed anomalous performance
during water ingestion tests could be traced to the error in the output of a
thermocouple located on the casing wall at the entry to the high pressure compressor
and providing an input to the engine control. The thermocouple which may have
become immersed in the water centrifuged to the casing wall could have sensed and
transmitted the water temperature rather than the local gas temperature. When
fairings were placed around the thermocouple, the engine performance became closer
to that expected under the given operating conditions. It was concluded that the
fairing employed helped to prevent the thermocouple from becoming submerged in
water, and therefore, the thermocouple could transmit the local gas phase temperature
to the control system.

Considering those observations, a test case was chosen for simulation in which it
was postulated that there occurred an error in the output of the thermocouple that
sensed the temperature, 1'25' at entry to the core compressor. In the generic engine
that temperature is an input to the control system. The control system regulates the
position of the variable J.)leed valve and also the stator stagger angles. Those features
have been included in the engine simulation code wherein the base values of the
variable bleed valve area schedules and the stator stagger angles are stored in the
form of maps. In order to analyze the test case with an error in the thermocouple
sensing the temperature. 1'25' it is therefore necessary to set up pmcedures for varying
the schedules for the variable bleed valve and the stator stagger angles.

For the variable bleed valve area the change corresponding to the temperature
error is applied quite simply. The corrected speed and the compressor inlet
temperature itself are parameters in the variable bleed valve map. The corrected
speed is recalculated using the sensed temperature. Nccessary additions were made to
the simulation code for utilizing this value along wiLh the sensed temperature itself in
order to obtain the val'iable bleed valve area from the st01'ed maps.

The method of accounting for the rclationship between temperature, T 25' and
stagger setting of the stators in the cllgine simulation code is morc complicated. The
performance of the core compressor depends on (a) the conditions at entry to it, (b)
the true corrected speed, and (c) the corrected speed corresponding to the incorrectly
sensed temperature. The latter determines the stator stagger angle setting and hence
the aerodynamic performance. The compressor is operating at the true corrected
speed but with stagger setting corresponding in the erroneous temperature-based
corrected speed. The procedure for calculating the performance, utilizing the
compressor performance maps, for any given value of temperature errol' is then as
follows.

Now, in the actual engine, adj ustments are made to the stator setting as a function
of the sensed value of 1'25 through the action of the control.

In the engine simulation code, thel'e is a fixed (meaning, function of speed only)
stator setting schedule. The stator schedule is stored as a function of corrected speed
corresponding to a reference T~5' The effect of stator seiLing adj ustments on



compressor performance maps is provided in the form of corrections represented by
functional relationships.

In a given case of error in T25. then. the stator setting value is obtained
corresponding to the true corrected speed as well as the corrected speed with respect
to the sensed (erroneous) temperature. The difference between the two stator setting
values is utilized in the functional relationships to obtain the adjustment to the
compressor performance. The adjustment is in the form of scalars to be applied to the
performance maps corresponding to the true corrected speed.

The procedure thus involves applying a correction for the error in T 25 with
reference to the compressor performance that should have been obtained at the true
value of T 25 and the rotational speed of the compressor.

The procedure described in the preceding discussion applies both to the case of
operation with air flow and to that with air-water mixture flow.
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CHAPTER V

HESULTS

The results of the performance prediction ealculations are divided into two groups:
(i) those pertaining to the air compression subsyslem and (ii) those pertaining to the
engine system. Both sets of results apply to the generic engine with its standard
control system. The cases for which the comprc:-;sion suhsystem pCI'formance has been
obtained and the test cases carried out utilizing the engine simulation code are
outlined in the first section. The results of the compression subsystem performance
calculations are presented next. Filially the engine simulation results are discussed.

5.1. Test Cases

Complete performance maps for each of the three' sections of the compression
subsystem are necessary corresponding to operation during water ingestion with each
inlet mass fraction of water and eaeh ambient tempcrature selected. The performance
maps have been obtained for the fol:owing cases: (i) compressor operation at standard
ambient temperature with water ingestion inlet mass fractions of one, two, four, and
eight per cent and (ii) compressor operation at hot clay ambient temperature with a
water ingestion inlet mass fraction of four per cellt.

With the compression subsystem performance data, corresponding to operation
with various water ingestion cases stored in the engine simulation code, the code can
be exercised for a variety of cases. The results or each tcst case are plots of various
quantities descriLing engine performance as a function of time. These data are
divided into three groups and plottecl on three separate sets of axes. The three gl"Oups
are as follows:

(i) Core rotor corrected speed as a percentage of design point
core rotor corrected speed, PCN25R; or %N;!(.; booster rotor
corrected speed as a percentage of design point booster rotor
corrected speecl, PCN 12!{; 01' %N Ie; fan pressure ratio,
P 13Q12; 01' FAN P.H; and boostcr pressllrc ratio, P2~3Q2 01'

BOOSTER P.R

(ii) High pressure compressor pressure ratio P:{Q25; 01' IfPC P.H;
booster inlet canceled \vorking lluid mass flow rate in pounds
per second, W2R; or lil;!C anel high pressure compressor inlet
coneeled working fluid lllass flow rate in pounds per second,
\\')t::R •vv:"v or m2.)c'

(iii) Flow rate of fuel in pounds per hour, \VFE; or rilf; specific fuel
consumption ill POllllds per hour of fuel per pound of thrust,
SFC; and gross thrust in pounds, FC 01' THRUST.

The test cases rlln include the rollowing; typcs:

(i) !\e('eleratioll rrolll groulld idl(' pOWl'l" sel.Ling to m:lXi1llU11I
power s(·ttillg wi1.11 1.11(' pOWPI' le\,('1' clialll!;(' O('('lll'l"illl!; 0\'('1' :l
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one-second period, ACCEL.

(ii) Deceleration from maximum power setting to ground idle
setting with the power lever change occurring ovcr a one
second period, DECEL.

The cases are further distinguished by the mass fraction of water ingested, the
ambient temperature and the mcthod of handling the water after compression. When
the case is based on assuming an ambient temperature of 130 F, the case is designated
HOT DAY. When all of the liquid is assumed to be drained from the core stream and
the bypass stream after compression the case is designated DRAINED. When all of
the water in the core stream is assumed to be evaporated at the burner entry the case
is designated EVAPORATED. Othcr cases not involving complete evaporation are
described according to the location and mass fraction of evaporation, for example,
"two per cent ingested; one per cent evaporated at burner entry." Finally, there are
cases in which a temperature sensing elTor of' either 10 F or 40 F is simulated; these
are designated by either 10 F TEMPERATURE ERROR or 40 F TEMPERATURE
ERROR.

The following is a list of C'ngine simulation cases presented in this Report. All of
the cases pertain to static operation on ground.

1) DRY, ACCEL;

2) 1% INGESTED, DRAINED, ACCEL;

3) 2% INGESTED, DRAINED, ACCEL;

4) 4% INGESTED, DRAINED, ACCEL;

5) 1% INGESTED, EVAPORATED, ACCEL;

6) 2% INGESTED, EVAPORATED, ACCEL;

7) 4% INGESTED, EVAPORATED, ACCEL;

8) DRY DECEL;

9) 1% INGESTED, DRAINED, DECEL;

10) 2% INGESTED, DRAINED, DECEL;

11) 4% INGESTED, DRAINED, DECEL;

12) 2% INGESTED, 1% EVAPORATED AT BURNER ENTRY,
ACCEL;

13) 2% INGESTED, 1/2% EVAPORATED AT BURNER ENTRY,
ACCEL;

14) 2% INGESTED, 1% EVAPORATED AT BURNER EXIT,
ACCEL;

15) 2% INGESTED, 1/2% EVAPORATED AT BURNER EXIT,
ACCEL;
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16) HOT DAY, DRY, ACCEL;

17) HOT DAY, 4% INGESTED, DRAINED, ACCEL;

18) HOT DAY, 4% INGESTED, 1% EVAPORATED AT
BURNER ENTRY, AceEL;

Ig) HOT DAY, 4% INGESTED, 1/2% EVAPORATED AT
BURNER ENTRY, ACCEL;

20) HOT DAY, 4% INGESTED, 1% EVAPORATED AT
BURNER EXIT, ACCEL;

21) HOT DAY, 4% INGESTED, 1/2% EVAPORATED AT
BURNER EXIT, ACCEL;

22) 10 F TEI\/IPERATL1(U~ ERRon, DRY, MJ\X POWER;

23) 40 F TEMPERATUHE EHHOR, DRY, MAX PO\VER;

24) 10 F TEMPEIL\TliI:E EHI10R, 2% INGESTED, DRAINED,
Iv1A.X POWER;

25) 40 F TEMPERAT1THE ERROR, 2% Il'\GESTED, DRAINED,
~1A.X PO\VER;

26) 20 F TEMPERATURE ERROR, DRY ACCEL;

27) 10 F TEMPERATURE ERROR, 2% INGESTED, DRAINED,
ACCEL;

28) 40 F TEMPERATURE ERROR, DRY ACCEL; AND

2g) 40 F TEMPERATUHE ERROR, 2% INGESTED, DRAINED,
ACCEL.

It will be observed in the foregoing list of test cases that no mention has been made
of the predictions carried out for the case of eight per cent water ingestion. It was
found that, with eight per cent water ingestion, even in the most favorable case of all
of the water being drained at the end of compression (both in the bypass and in the
core stream, it was not possible with the engine simulation code to obtain accelel'ation
or deceleration of the engine with power lever angle changes carried out over one
second. Accordingly, it has Geen considered not useful to provide details of
performance for those cases.

5.2. Performance of the Compression Subsystem Operating
at Standard Temperature with "Vater Ingestion

The "VINCOF code has Geen used to generate performance maps for each of the
three compressor sections (fan bypass, Gooster, and H.P .C.) for operation with water
vapor-air-liquid water mixtures. The rpslIlting maps are shown in Figmes 5.1 to 7.3.

The high pressure compressor backhone curves (which Imve heen defincd in Scctioll
3.2) for three air-water lIliX~llre compositions ~llld dr'y air arc givcn in Figul"c !>.I. At



low rotational speeds, the eli ITerence between operation with dry air and air water
mixture in work coefl1eient and flow coefIicient at minimum loss is small. It may be
interesting to note that experiments have shown (Reference 27) that water ingestion
degrades the performance of an axial flow compressor much more at high flow
coeflleients and/or speeds than at low flow coefficients and/or speeds. At high
rotational speeds, the difference in the same quantities between operation with dry air
and air-water mixture becomes noticeable. Both at low and high speeds, there is a
significant difference in minimum loss between the same' two cases of operation. These
observations may be related to the influence of the following: (a) centrifugal action
that causes most of streamtube .5 to be depleted of water; (b) blockage due to presence
of water and (c) increased a('1'odynamic losses due to presence of water illm on blade
surfaces.

Next, considering Figure 5.2 wherein the "ofT-backbone" performance is shown, it
can be seen that the "ofT-hack hone" performllnce does not vary ill a consistent manner
for various mass fractions of water in ('(,Ialion to performance with dry air. SiI1lilal'
trends may be observed in some experilll('nLal results (B.eference 27). These results
may be related to the nature and magllitude or various losses assumed to be occurring
during water ingestion.

In general, for the high pressure compressor, the eHects of water ingestion occur in
a nonlinear fashion with respect to 1t1a~s fraetion of water in the inlet flow. That is,
the diffnence betwcen pcrfornuU\ce pnrnlllders predictcd for the compressor operating
with one pCI' cent IIlass fraction 0[' wnter and those 1'01' dry air operation is IIIlwh
grcaLPr thnn 1,11<:, dilkrcncc ill !ll'I'['Ol'lllnIlCC plll':lI\1etns pl'edieted 1'01' the compl'<'ssol'
operating with two, four, and also eight pCI' cent lIIass fraction 01' watpr and those for
operation with one per cent mass fraction of wakr. This may be due to the fact that
many of the later stages of the compressOl' are operaLing with all of the liquid water
centrifuged from the stream tube for which calculations are being done. Thus, any
di1Terences in calculated overall performance for various mass fractions of water may
be due to differences which OCCUl' in the first four to six stages in which liquid water is
present at the mean streamline.

The predicted booster performance (streamtube .5) is presented in Figures B.1 to 6.3
and the predicted fan performance (strenmtube 2) is presented in Figures 7.1 to 7.3. It
can be observed, consistent with the lLl'gumcnts presented in the case or the core
compressor, that the effects of mass ['I'action of liquid in the inlet flow are increasingly
greater for the booster and the fan which have fewer stages than the high pressure
compl'essor. In the booster, some of the water is centrifuged but most stages operate
with liquid water along streamtube 5. In the fan even less of the water is centl'ifuged
out of streamtube 2.

The "backbone" curves for both the fan and the booster have some charaeteristics
which differ from those of the high pressure compressor "backbone" curves. Comparing
the predieted pel'formance given in Figure .5.1 for the core compl'PSSOl' with that given
in FigUl'e 6.1 and 7.1 for the booster Hml the fan, rcspeetively, the following can be
observed. For inlet mass fraetions of liquid water greater Lhan one per cent, the
mllllmum loss work coefTIcient is greater than that for dry air at all speeds. Simila.r1y,
for watcr IlI;),SS ['ractions 1,!;r('{\/,{'r 1,11:111 OIl(' per c('nt, Lhe llIinillllllll loss flow eoen1eient is
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less than that for dry air at all speeds. These are the same as the trends in the high
pt'essure compressor performance. However, for an inlet mass fraction of liquid water
of one per cent, at low speeds the minimum-loss work coefficient and minimum-loss
flow coefficient are less and greater, respectively, than those for dry air operation.

It is next considered of interest to examine the individual influence of various
processes considered with respect to now of air-water mixture in the compression
subsystem. The booster has been chosen for this study. Figure 8 contains the
"backbone" curves for the booster operating with dry air and with a water mass
fraction of one pel' cent. For the water ingestion condition, three cases are shown: 1)
both heat and mass transfer and centrifugal effects included, 2) centrifugal effects
included but heat and mass transfer not included and 3) only heat and mass transfer
included. The "backbone" curVes for both cases 2 and 3 are closer to curves for dry
air operation than the curves for case 1; case 1 includes all of two-phase flow effects
treated in the analysis used in the \VINCOF code. The ('cmoval of centrifugal effects
causes the minimum-loss flow coeffieient for Olle per CCllt water ingestion to be less
than that for dry ail' operation at all speeds. On the other hand, in the absence of
centrifugal effects, the minimum-loss coeJfLci{'nt for one per cent ingestion is greater
than that for dl'y air at all speeds. The centrifugal action has a greater effect on
compressor performance than do transport p1'Ocesses. Furthermore, the centrifugal
effects are independent of water mass fraction since gravitational and droplet-droplet
interaction effects are small for the range of mass fractions considered (References 28
and 29).

The foregoing considerations may also explain the fact that the behavior of the fan
and booster are similar at low speeds. At higher rotational speeds, more liquid is
centrifuged but the booster performance deteriorates with water ingestion in a manner
similar to that of the high pressure compressor.

The "off-backbone" performance of both the fan and booster with water ingestion is
similar to that for the high pressure compressor in that relative to the "backbone"
performance no consistent trends appear with respect to water mass fraction. The
"off-backbone" performance of the fan with water ingestion, both the efficiency
representation and the flow repl'esentation (Figures 7.2 and 7.3), is very close to dry
air performance for high and low speeds. The "off-backbone" performance of the
booster with water ingestion (Figures 6.2 and 6.3), however, does not resemble the dry
air performance.

5.3. Hot Day Compression Subsystem Performance

Figures 9.1 to 11.3 are the so-called "hot day" performance maps for the high
pressure compressor, the booster and the fan, calculated for an ambient temperature
of 130 F and a water mass fraction of four pel' cent. The air is assumed to be fully
saturated at 130 F. An inlet water mass fraction of water of four per cent has been
chosen as an example, also because the military specifications for water ingestion
engine tests specify four per cent (Refel'ence 30). In each figure, the performance
parametel's fOl' dry air at standard temperature, dry air at 130 F, saturated air-liquid
water mixture (Xw = (),04) at 130 F are plotted for comparison. The effect of elevated
temperature is, in general, a deterioration in performance relative to that obtained
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under standard temperature conditions. However, the "off-backbone" performance,
both flow and efficiency representations, are similar for standard and hot day
temperatures as seen in Figures 9.2 and 9.3, 10.3, and 11.2 and 11.3. This result may
be explained in relation to experimental observations (Reference 27) noting that the
performance of compressors operating under conditions far from minimum loss or high
efficiency points is most strongly influenced by the aerodynamic and mechanical design
of the machine rather than by the ambient conditions or water mass fraction.

Some trends in the "backbone" curves for the high pressure compressor (Figure 9.1)
may be of interest. First, the minimum-loss flow coefficients of the dry, hot day
conditions are higher than those for the dry, standard temperature conditions at all
speeds. The minimum-loss flow coefficients for four per cent water ingestion and hot
day conditions, however, are significantly lower than those for the same mass fraction
of water ingestion under standard temperatUl'e conditions. It may be recalled that the
predictions have been based on the assumption that the location in a compressor
where the flow becomes choked when the machine is operating with the maximum
mass flow rate is the same for all inlet conditions and that the effective flow area at
that location remains constant. vVithin the compressor the difference in working fluid
temperature for standard and hot day conditions decreases after a few stages of
compression, absolutely and as a percentage of the local working fluid temperature.
Thus the performance difference between hot day and standard day operation in the
later stages of the compressor is small. However since the density of ingested fluid is a
function of inlet temperature, the flow coefficient becomes higher for the hot day to
obtain the same mass flow rate as for the standard day. On the other hand, when
water is ingested during hot day conditions, the mass transfer rate from liquid to
vapor state is significantly higher than for standard temperature operation, causing
the gas phase mass flow rate to increase along the flow path.

The minimum-loss and minimum-loss work coefficient curves as a function of speed
(Figure 9.1) are affected significantly by high ambient temperature. The minimum-loss
work coefficient "backbone" curve for hot day conditions differs form that for standard
temperature conditions in a complex way. At some speeds the hot day work coefficient
curve falls above the standard day condition work coefficient curve and at others it
falls below. The minimum-loss is higher for hot day, dry conditions than for standard
day conditions. Since the minimum loss curve is smooth and the difference between
hot day and standard day minimum loss is approximately constant, the wide variation
of minimum-loss work coefficient then indicates that the pressure coefficient at the
minimum-loss point is also varying widely.

It is interesting also that while the minimum-loss values for hot day, dry conditions
are higher than those for dry standard day conditions, the minimum-loss values for
operation with foUl' per cea~ water ingestion and hot day conditions are lower than
those for standard day temperature and four per cent water ingestion. The energy
absorbed by liquid water during phase changes lowers the gas phase temperature
yielding a higher adiabatic efficiency or lower loss.
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5.4. Engine Simulation Results

The engine simulation test cases investigated can be divided into four groups in
which engine performance is examined with respect to (i) various water ingestion mass
fractions, (ii) various assumptions about the two-phase flow in the engine, (iii) high
ambient temperature, and (iv) errors in control system input. The performance
parameters obtained in each case as well as the list of cases studied are given in
Section 5.1.

5.4.1. Effects of Mass Fraction of Water Ingestion

As a basic study on engine performance with water ingestion, the engine simulation
code has been exercised for acceleration tests from idle to maximum power setting,
and for deceleration tests from maximum power setting to idle setting. The ambient
conditions are standard temperature and pressure with either dry air or saturated
(with respect to water vapor) air-water droplet mixture flow. The operating condition
is static and the power lever angle changes are made in all cases in one second. The
water ingestion mass fractions uscJ are one, two, four, and eight per cent. Two cases
of engine operation are considered as follows: (i) cases in which all of the liquid water
is drained form the core stream and the bypass stl'eam after compression and (ii) cases
in which all of the liquid water is drained from the bypass stream after the fan and all
of the liquid in the core stream is flash-evaporated at the burner entry. In each of the
test cases, a program execution period, called hereafter the simulation period, is
chosen as the period at the end of which the desired terminal equilibrium state is
expected to be obtained.

The results of engine simulation cases with zero, one two, and four per cent water
ingestion are shown in Figures 12.1 to 22.3. In general the nonlinearity in compressor
performance deterioration with respect to the magnitude of water ingestion mass
fraction is evident in the overall engine performance. The difference between dry air
performance and performance with one per cent water ingestion is much greater than
the difference in performance between cases of one per cent and two per cent water
ingestion, and so on. However, the performance changes do increase with water mass
fraction, such that for high values of water mass fraction the program terminates
execution (as indicated by a system N.S.I. or a fatal numerical status indicator) before
the end of the stipulated simulation period.

For the acceleration tests performed while assuming that water is drained from
both the core stream and bypass stream after compression, the controllability of the
engine is not affected significantly. This can be seen by comparing the transient
performance of the engine during an acceleration test for the case of dry air operation
as shown in Figures 12.1 to 12.3 with that for the case of operation with air-water
mixture, with mass fractit~iis of water of one, two, and four per cent, as shown in
Figures 13.1 to 13.3, 14.1 to 14.3, and 15.1 to 15.3, respectively. During water
ingestion, the engine reaches a steady state condition in a period one-half to one
second longer than it does when operating with dry air. The steady state point,
however, va.des for different cases of water ingestion and all of them differ form the
dry air case. The rotational speeds of both the core engine and the booster decrease
with increasing inlet mas'S fradion of water. The work in put to the air-water droplet
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mixture is then decreased resulting in reduced thrust. The specific fuel consumption
increases with increasing inlet water mass fraction.

The controllability of the engine during the deceleration tests is not significantly
affected when all of the liquid is drained from both streams after compression. This
can be seen by comparing Figures 16.1 to 16.3, which represent dry air operation, with
Figures 17.1 to 17.3, 18.1, and 19.1 to 19.3, which represent operation with water
ingestion mass fractions of one, two, and four per cent, respectively. The rotor speed,
mass flow rate of mixture into the engine, engine pressure ratio, etc. and consequently
the thrust and specific fuel consumption show degradation similar to that for the
acceleration tests. However, when the inlet mass fraction is four per cent (Figures 19.1
to 19.3), program indicates that the low pressure turbine inlet temperature exceeds the
maximum allowable value. This condition is not fatal and the program continues to
run.

The next test cases to be examined are those in which liquid in the core stream is
flash evaporated at the burner entry and liquid in the bypass stream is drained aft of
the fan. Flash evaporation of w<tter at burner entry causes significant performance
changes compared to draining the liquid from the two flow streams, as seen in Figures
20.1 to 22.3. For all four water mass fractions used, the engine simulation code
encounters difficulties in completing the calculations between the chosen power
settings. Only when the inlet mass fraction of water is one per cent or less can the
engine simulation code complete a test run.

For one per cent mass fraction of water (Figures 20.1 to 20.3), the calculated
match points at nearly every time step fall out of the range of the stored burner
performance maps. This suggests that during a similar test on an actual engine the
control system may cause the burner to operate outside its specified range, perhaps
with respect to air and/or fuel mass flow rates or temperature. For a mass fraction of
water of two per cent, the same type of burner performance is obtained as for the one
per cent case. However, the calculation fails to converge for this value of water
ingestion and after approximately eight tenths of a second of simulation time the
program aborts, before the instant of time when the power lever change is completed.
This can be seen in Figures 21.1 to 21.3. At that condition, the N.S.I. displayed shows
that the core stream thrustor nozzle inlet pressure becomes less than ambient pressure.

When the inlet mass fraction of water is four per cent additional problems are
encountered as evident in Figures 22.1 to 22.3. The calculated operating point is off
the fan map, and also, the fuel flow required to reach the desired operating point
exceeds the pump limit. After three tenths of a second of simulation time an error
condition, namely, nozzle inlet pressure becoming less than the ambient pressure is
indicated.

In summary, the deterioration in performance due to water ingestion seems to be
nonlinear with respect to inlet mass fraction of water both individually in the
compression subsystem and in the engine and also interactively. The effects on the
engine system appear as reductions in thrust and increases in specific fuel consumption
and reduced engine controllability. In the limiting case wherein water is flash
evaporated at burner entry there appear considerable difficulties in operation. For
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example, only acceleration type operations, and then none with more than one per
cent water ingestion run to completion, and no deceleration type operations from
maximum power setting to ground idle setting are possible since even the first
calculation point produces a fatal error.

As the foregoing observations pertain to evaporation of water at one location of the
burner, namely the inlet, it is next of interest to examine the influence of choosing
other locations for evaporation of water, for example the burner exit as noted earlier
in the section.

5.4.2. Effects of Location and Magnitude of Flash Evaporation of Water

In order to study the effeots of location and magnitude of flash evaporation of
water, the engine simulation program has been run with the inlet mass fraction of
water held constant at two per cent while specifying that one and one-half per cent or
one per cent of water is drained from the core stream and correspondingly, the balance
of either one-half or one per cent mass fraction of liquid is evaporated at either the
burner entry or burner exit. It m,1y be pointed out that each of these cases involves
partial drainage of water and evaporation of the balance of water entering the burner.
The results from these simulation runs are given in Figures 23.1 to 26.3. In each case
the power lever change that is introduced is from ground idle setting to maximum
power setting in a period of one second.

In the previous section the results of simulating an acceleration-type power lever
change with all of the water in the core stream undergoing flash vaporization were
presented. In those cases, the program was unable to complete the simulation for inlet
mass fractions of water greater than one per cent. On the other hand it is observed
that the current four cases, each with two per cent water ingestion, run to a steady
state, though not necessarily the specified state, thereby indicating some improvement
in operation. However, the engine performance deviates greatly from the dry air cases
for all four cases of water vaporization examined here. In particular, it may be
observed that in the current case of a low value of water ingestion, namely, two per
cent, it is possible to accomplish an acceleration only with one per cent water (that is,
half of the ingested liquid) undergoing flash evaporation at burner entry, as seen in
Figures 23.1 to 23.3. In this case the core speed falls from an initial value of 65 per
cent of design speed, which is nearly the same as ground idle speed with dry air, to
about 60 per cent of design speed at the end of one second of simulation time. Then
the core engine accelerates to about 83 per cent design speed as opposed to 92 per cent
for dry air operation. The booster follows a similar deceleration-acceleration pattern

. finally reaching a steady state value of 54 per cent of design speed as compared to 111
per cent obtained during an acceleration simulation with dry air as the working fluid.
In all cases it appears that the change in low pressure spool speed is what limits the
engine performance. Since part of the energy made available by combustion of fuel is
utilized for evaporation of water, the energy available at entry to the high pressure as
well as, later, the low pressure turbine is reduced. The reduced output of the low
pressUl"e turbine lowers the booster pressUl"e ratio and, thus, the high pressure
compressor inlet temperature. Meanwhile, the controller does tend to increase the fuel
mass flow-rate to compensate for the energy absorbed by the phase change. However,



it is observed that the core engine speed is in fact low. Since the fuel flow schedule
depends on core rotor speed, the reduction in temperature due to the phase change
cannot be completely compensated for hy the small increase in fuel.

In the other three cases, namely one per cent water evaporating at burner exit and
one and one-half per cent water evaporating at burner entry or exit, the specified final
state could never be reached. The amount of energy absorbed by water undergoing
vaporization is in all cases, large enough to reduce the output of the high pressure
turbine as well as that of the low pressure turbine. The core rotor speed then falls
anti the fuel flow, which is independent upon the core speed, is reduced. This in turn
reduces the energy content of the gas at the high pressure turbine entry, causing
further reduction in core and booster speeds. Along the path to the steady state
operating condition of the engine and at the final, possible operating point itself, the
simulation program indicates that the calculated operating point is off the fan map,
the low pressure turbine map, and the burner map.

5.4.3. Effects of High Ambient Tempel'ature of Engine PerfOl'mance

The effects of high ambient temperature (130 F) on compressor performance were
presented in an earlier section (Section 5.3). The results of various "hot day" engine
simulation cases are given in Figures 27.1 to 32.3.

The mass fraction of water ingested in the hot day simulation cases is assumed to
be four per cent. In each case the power lever is changed from ground idle setting to
maximum power setting in a period of one second. The simulation has been carried
out for operation with dry air at an ambient temperature of 130 F also, and the
results are shown ill Figures 27.1 to 27.3. Comparing the engine performance undel'
dry, high ambient temperature conditions with that under dry, standard temperature
conditions, it is found that there is a significant deterioration in engine performance
even without water ingestion. The pressure ratios in each compressor section, the core
and bypass stream air mass flow rates, and the core and booster rotor speeds are all
lower than the values obtained under' corresponding conditions at standard
temperature. These reductions result in lowered thrust and increased specific fuel
consumption. It is interesting to note that as in the case of water ingestion with flash
evaporation in the burner, either at entry or exit, the low pressure system performance
deteriorates to a greater extent than does the cor'e eugine.

The trends in engine performance during operation with water ingestion with a
high ambient temperature are generally the same as those for standard temperature
operation. \\Then all the liquid is drained from the core and bypass streams aft of the
compression subsystem, the controllability of the engine is not greatly affected, as
shown in Figures 28.1 to 28.3. The thrust and specific fuel consumption during the
engine transient and at the final steady state operating condition are adversely
affected compared to those values obtained during operation under dry, standard
temperature conditions as well as to those values obtained during operation with four
per cellt water ingestion and standard temperature. Recalling that the performance of
each section of the compression suLsystem operating with four per cent mass fraction
of water ingestion is better tIuring hot day operation than during standard
temperature operation, as seen in Figures 9.1, 10.1 and 11.1 in Section 5.3, it is



interesting that the engine perforJlln.nce docs noL follow the same trend. The hot day
performance deterioration of the other compollents perhaps counteracts any small
improvement in compression subsystem performance.

\Vhen portions of the liquid axe assulIlC'd to nash-evaporate in the combustor
during hot day water iugestion simulations, again the trends in engine performance are
similar to those observed in the standat'd lE'm perature ellgine performance. The
increase in power !Pvcr angle fails to accomplish an acceleration of the engine when
one-half per cent of' mass fnlction of liquid flash evaporates at the burner entry or
~wh('n one pel' cent mass fractioIl of liquid flash evaporates at the burner exit, as seen
in FigUl'CS 30.1 to 30.:3 and 31.1 to :3j.:3. When one-half' per cent mass fraction of
lhjuid flash-cvapor<ltes at the burncr exit, the case represented ill Figures 32.1 to 32.3,
the jJo\\'er lever angle ehange results in an ohscrv('d cngine accclera,tion. However, the
actual core and booster rotor speed increases are abollt one-half' and one per cent of
design speed, respectively. The steady state ojwrating condiLioll reached during the
simulation is difTerent from that for dry air with equal ambient temperature and
operational input: therefore, the end condition shOll ld still be considered a failed
condition. \Vhen the mass fraeLion of' watel' which enlporates at the burner entry is
reduced to one per cent, the engine does respond to the power lever change. The core
engine accelerates from about 63 per cent design speed to about 86 pel' cent speed as
compared to an acceleration f'rom about 65 pel' cent speed to 91 per cent speed for
standard ail'. N('vel'Lheless, the thrust and speciflc fuel consumption are considerably
cleterionlted ill comparison \~,iith dry, standard temperature values.

The results of' the investigation of engine opcr:Ltion under high ambient
tempcratme eonditions lead to some general observatiulls. The clfeeLs of high ambiC'l1t
temperature on engine performance as predicted by the simulation program depend on
the assumption made concerning the evaporation of water after the compression
subsystem. If all I'tCJuid is drained from both the core stream and the bypass stream,
the engine operates with normal cOllLI'ollability but with deteriorated performance
parameters, such as thrust and specific fuel consumption. The difference between the
engine performance with water ingestion when the ambient tcmperatUl'e is high and
that when the ambient temperature is standard is very close in magnitude to the
difference in engine performance fcll' dry, hot day operation, and standard day
performance. In other words, high ambient temperature has an equally adverse effect
011 engine performance for either dry air or saturated air-water droplet mixture flow
operation. This may be understood by noting the performance changes introduced by
phases change processes associated with t.he presence of waLeI'.

If it is assumed that some portion of the liquid water evaporate somewhere other
than the inlet ill the combustor, the engine perf'orlllal1CC as predicted by the simulation
is severely and adversely aff(,(~t('d ['or hoth hot day and standard day operation. Tn the
case of pa.rtial evaporation of liquid, the high ambic'nt temperature causes slight
improvenH'nt over til(' standard temperature conditions indicated by the observed
acceleration <luring idle-to-maximum power-setting operations. Still, the overall
performance amI the contl"OlIahility are so far <leteriol'ated compared to those for
standard, dry air operation that the slight ill1j)['ovcmcnt has liUle efTed on t.he general
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conclusions. That is, when there is evaporation of the water in the burner, the engine
performance is unacceptable regardless of ambient temperature.

,5.4.4. The Effects of an Error ill the Temperature Sensed for the Control System

During watel' ingestion tests on actual turbofan engines it has been observed that
the thermocouples used to measure temperatmes for use as control system inputs give
erroneous readings. The thermocouple jUlIetions become immersed in the liquid water
film flowing along the engine cases (Reference U). For investigating the effects caused
by such a sensor error, interest in the generic engine is in the high pressure compressor
inlet temperature, as stated earlier in Section 4.3.2. It may be recalled that variable
bleed valve area, variable stator vane setting and fuel flow rate depend on the core
compressor inlet temperature. Simulations have been canied out for two values of
temperatUl'c sensing error, namely 10 F and ·10 F. The predicted results are presented
in FigUl'es 33.1 to 40.3. For comparison, simulation cases have been performed for dry
air operation with the same values of' temperatme error as though there was a
malfunction in the signal processor or a defect in the thermocouple.

FoUl' simulation cases werp tried initially Ulat involve no change in power level
angle. The four cases include the following conditions: (i) operation with dry air and
a temperature error of 10 F, (ii) operation with dry air and a temperature error of 40
F, (iii) operation with an inlet mass fraction of water of two per cent under the
assumption that the water is drained completely after compression and with a
temperature enor of 10 F, and (iv) operation with an inlet mass fraction of watel' of
two per cent under the assumption that the water is drained completely after
compression, and with a temperature error of ,to F. In all four cases the power lever is
set and held at maximum power-setting. These engine simulation cases were started
under the condition that the temperat,ure sensor w~-.,s functioning properly. In the case
of operation with dry air the temperature sensor was assumed to begin providing the
control system with an erroneous input at the end of one second fmm the initiation of
simulation. In the case of water ingestion, the sensor was assumed to be erroneous at
the same instant as the beginning of water ingestion, which was, however, assumed to
begin after one second of simulation time. The temperature elTOl' and water ingestion
are continued throughout the simulation period. When there is water ingestion it is
assumed that. all liquid is drained from the ron' and 1.11(' bypass streams aft of the
compt'cssion subsystem. The results for L1lese cases arc given in Figures :3a.l to :35.3.

During operation with dry air ill the case of a temperature error of 10 F, the
performance of the engine is affected significantly, as seen in Figures 33.1 to 33.3, and
various control or engine operation limits are reached or exceeded. The tempel'atures
at the high pressure turbine inlet and low pressure turbine inlet exceed the maximum
allowable values. The fan speed exceeds the design operating limit and the high
pressure compressor discharge pressure is greater than its maximum allowable value.
In comparison with the maximum power operating condition without a temperatUl'e
error, the error in temperature causes rotor speeds to increase, total mass flow rate of
air into the engine to increase and fuel flow rate to increase, resulting in increased
engine pressure ratio and increased thrust. Thus the output of the engine increases
when a temperature error occurs. Unfortunately, the Hew operating point is not as



efIlcient as the maximum power operatillg point that the engine attains when there is
not a temperature error and, moreover, the specific fuel consumption is also increased.

FigUl'es 34.1 to 3/1.;~ are the results for case (ii), in which there is a temperature
error of 40 F all other conditions remaining the same as in case (i). As seen in the
figures a fatal error causes execution to cease after eight seconds of simulation time.
Initially, the trends which occurred during engine operation with a 10 F temperature
error are followed. The rotor speeds, jJressure ratios, mass flow rates, etc., increase.
High inlet temperatures for the high pl"eSSUre and [ow pressure turbines are indicated.
Then the trends are reversed as the high pressure compressor appears to begin to
surge, a condition n:ported by a llumerical status iudicatol'. The surge condition leads
to the fatal error.

The water ingestion cases arc identic-al to the dl'y air temperature error cases in
ambient conditions and power-scl.ting ('xcrpt {'or a two per cent mass fraction of liquid
watel' in the fiow. The results fol' the ",aU'r ingestion cases, shown in Figures 35.1 to
:~G.J, are very similar to tllOse ('01' the correspondill~ dry ail' cases. The increases in
speeds and mass flow rates ovel' tht cases of engine operation with no temperature
error are less during water ingestion than during dry ~ir operation. The steady state
thrust and specific fuel consumption are lower and higher, respectively, than those for
dry air operation with a temperature error. The same control limits and error
conditions are indicated. The fan speed and turbine inlet temperatures are too high
as is the high pressure compressor pressure ratio. For the 40.0 F temperature enol',
the simulation ends with a fatal eITor after only five seconds of simulation time. Also,
the condition leading to the fatal error is high pressme compressor urge. In general,
the presence of liquid water changes the steady state operating point of the engine as
compared to that during engine operation with dry air with the same operational
input. However, the elTor in the temperature sensed by the control system has a
greater effect on steady state running than does the presence of two-phase flow.

Next, four simulations involving a power lever angle change from ground-idle
setting to maximum power-setting were carried out for dry air and water ingestion
conditions for both the 10.0 F and '10.0 F telll perature errors. These results are
presented in Figures 37.1 to ·ll>':~. DlIl'illg dry air and air-water droplet mixture
operation, these simulations end in fatal errors. The duration of pressure simulation
depends upon the temperature error and not the nature of the working fiuid entering
the engine.

\Vhen the temperature errol' is 10.0 F (Figures ~)7.1 to 37.3 and 38.1 to 38.3), the
simulation runs for just under three seconds. The engine begins to accelerate as the
power lever is advanced; hO\\'ever, the temperature error effects observed in the steady
state simulation have an effect on engine controllability. The speeds, pressure ratio,
and air (or air-water droplet) mixture mass flow rates 1'01' both the high and low
pressure systems decrease while the fuel flow rate increases. The calculated points go
out of range of the combustor, the low pressure turbine, and the booster maps and the
high pressure turbine inlet tempcratUl'e exceeds its maximum allowable value. The
simulation ends vvhen no stable operating point can be calculated.



V'lhen the tempel'at me errol' is 40.0 F, no acceleration is observed during the power
lever angle change and the simulation aborts during the change, as can be seen in
Figures 39.1 to 40.3. As soon as the temperature etTor is encountered the pressure
ratios for the fan and booster increase sharply while the working fluid mass flow rate
decreases; these changes indicate the possibility of surging in the fan and booster. The
high pressure compressor pressure ratio and core speed fall while the fuel now rate and
turbine inlet temperature rise. The final error scenario is the same as that for the 10.0
F temperature error, namely no stable operating point is found.
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CHAPTER Vl

DISCUSSION

The discussion is divided into three parts as follows: (i) Methodology; (ii) General
conclusions from predictions of compression subsystem performance; and (iii)
Conclusions on transient performance of engines with water ingestion.

G.1. Methodolog;y

In this section some features of the methodology used in this investigation are
discussed with respect, to the strengths and limitations inherent in them. The featul'es
discussed are as follows: (i) approach to engine simulntion with isolation of effects of
water ingestion in the compression suhsystem, (ii) compression subsystem model, and
(iii) engine simulation code.

G.I.l. Simulation of En/!;ille Operation with \Vater In/!;estion
Isolated in ('olllpressioll Subsyst<'1Il

(i) The method of sinltllating engillc pCrfOrlllH.Il<·e when water ingestion effects are
taken into account ollly in the compression subsyskm has been found successful for
simulating cases in which (a) there arc power-seLLing operations and (b) there is an
incorrect input to control system from a sensor that can he expeeted to be affected by
tll<' presencc of waLeI' in the working fluid.

(ii) TI\{, performance data O!>t:tilH'd f'ur the ('OJllIJl'(~ssion suhsystcm operating wiLh
water ingestion and the data ,'":iLol'er! i II the engi Ill' simulation code which represents the
performance of caeh of the COmpOlll'llts ill l he engi ne cOlTespond to steady state
eqllilibriul11 operating points. The transient engine pcrfonnanc(' calculated using these
data in the engine simulation code is thus quasi-steady pcl'forl1lance.

(iii) The choice of limiting condiLions pertaining to dbpusal of water following
compression of air-water mixLme has pC'rmitted an examination of' the effects of other
variables such as change in mass flow in the hot section and thrllstor nozzles, change
of fuel flow rate and change of eOinbustor exit t.emperature.

6.1.2. Compression Subsystem ~1()del

(i) The \VINCOF code, because of the nature of the ealeulation scheme employed,
specifies an equivalent machine to any given compressor in the following manner: (a)
a chosen streamtube is assumed to represent the given compressor; (b) a high,
reference Maeh number whieh set.s a limit to mass flow in a blade passage and on
,vhieh the compressor flow reprcsentation is based is assumed to exist at each speed of
operation; and (e) deviation, non-dimensional wake momcntum thiekness, and
equiyalent diffusion ratio rules obtained corresponding to design point performance arc
expected to apply throughout t.hc range of operation.

(ii) The \VINCOF eode has been found generally useful for obtaiuing performanee
of fall, booster, and high pressure compressor with res)wet to the bypass and the core
streams.
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(iii) The validity of the choice of representative streamtube location depends upon
several parameters, which include ambient conditions, inlet mass fraction of water,
mass flow rate of compressor working fluid, and rotational speed of the compressor.

6.1.3. Engine Simulation Code

The modular architecture/organization of the engine simulation code employed is
such that any desired model or modification to performance maps can be introduced
for any component in the generic engine. In addition, control system parameters and
limits can be altered.

6.2. Predictions of Compressor Performance

In this section, some general observations are made about the performance of a
compression subsystem and how the performance is affected by various mechanical
characteristic, operational conditions, and ambient conditions.

6.2.1. Performance Parameters Selected

(i) Because the "off-backbone" performance of a compressor is nearly identical for
a variety of ambient conditions and mass fractions of water ingested, useful
comparisons of performance under various conditions can only be made with respect to
such parameters as work coefficient, How coefficient and loss, and the associated
"backbone" or minimum loss values.

(ii) However, in compressor maps utilizing those performance parametel's, the stall
and surging conditions are not readily apparent.

6.2.2. Effects of Speed of Rotation and Flow Coefficients on Water Ingestion

A relationship between the rotational speed and the flow coefficient and the two
phase flow phenomena can be based on the residence time of a fluid particle in a
compressor. An overall characterisLic time representing the residence time of a fluid
particle, has been defined as follows (Reference 31)

t =-L.~ . ...L.1.-
o <Po D N 1r

where <Po is the How coefficient at the compressor inlet, and is arbitrarily chosen as the
reference flow coefficient, L is the compressor length, D is the compressor outer casing
diameter, and N is the rotational speed. The characteristic time decreases with
increasing flow coeflicient and rotational speed. \Vith a reduction in characteristic
time, the effect of centrifugal action on mixture ratio decreases, as well as the effects
of heat and mass transfer processes. In other words, in such cases, the compressor
operates with two-phase fluid flow.

In this investigation, performance calculations have been carried out along
streamtubes which divide the flow into two equal parts both in the bypass stream and
the core stream. Along these streamtubes, centrifugal action and transport processes
tend to deplete the liquid. As the water content is depleted the compressor
performance becomes lIlon' like that which oecurs during single phase now operation.
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It can be concluded, then, that as the overall characteristic time inereases, the
performance of a compressor operating with water ingestion will approach that of the
compressor operating 'with dry air.

(i) The performance predicted for the compression subsystem of the generic engine
reflects the fOl'egoing arguments to a certain extent. The overall charaeteristic times
for the fan and the booster are similar while the overall charaeteristic time for the
high pressure compressor is higher. For example, the overall characteristic times at
design point for fan, booster and high pressure compressor n,re 0.22 msec, 0.36 msec,
and 1.03 msec, respectively. The changes in the performanee of the fan and the
booster clue to water ingestion are similar.

(ii) The dcpendenee of the perfol'lllanec ehanges on charaeLcristic time during
water ingestioll call he seen in tile "backbone" pnl'orrnance of the high pressure
compressor, for example, where at low-speeds, eOITcspollding to higher characteristic
time, the water ingestion effeets arc small compared to those at high rotational speeds.

6.2,3. Efleets of Operating Condit,ions

The conditions for which eompression subsystem performance ealculations have
been carried out iuclude various inlet mass fractions of watcr droplets and two
ambi(>nt trmperatUl'es. The effects of these conditions OIl the compression subsystem
pNforlllance ean be summarized as follows:

(i) The performance of the compression subsystem deteriorates when water is
ingested and the magnitude of the deterioration illcreases with increasing mass
fraction of water ingestioll.

(ii) The magnitude of the compressor performance detel'ioration is a non-linear
function of inlet mass fraction of water; that is, the magnitude of the dilTereneC'
between the performance of the compressor operating with an inlet mass fraction of
water of one pel' cent aBel that of the compressor operating with dry air is higher than
the difference between the perfOrlllalle(' of the compressor operating with an inlet mass
fraction of water of two per eCIlL and that of 111(' COlllIll'('ssor operating with an inlet
mass fraction of one pCI' unit.

(iii) The performance of a compression subsy.-;tem deteriorates at a high ambient
temperature.

(iv) The difference between the performance of the compressor operating with
water ingestion and that of the compressor operating with dry air is smaller when the
compressor is operating at high <1mbil'nt temperature.

In all cases, deteriorated performance refers to dccreased pressure coefficient and
flow cocIficient and incrcp..;ed work cocHicicnt and loss at the minimum-loss point for a
given speed.
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6.3. Transient Performancc of Engine with Water Ingestion

In this section the engine simulation test cases studied are reviewed with reference
to their applicability in practical cases. Some general conclusions about the results of
the test cases are made.

6.3.1. Applicability of Test Cases

The test cases involve changes in (a) quality of air-water mixture ingested, (b)
power-setting under sea level static conditions, and (c) output of a sensor that
provides information to the control system. The test cases are based on limiting
assumptions concerning the handling of water in the gas path such as drainage and
evaporation.

(i) The amounts of water drained at the end of the compression subsystem and
evaporation in the burner have been selected purely on a pal'ametric basis.

(ii) The identification of the location of flash-evaporation in the burner and its
magnitude permit examination of changes in engine performance with low and high
power settings and small and lal'f!;e amounts of' water ingestion.

(iii) The limiting cases studied provide a means of establishing the validity of
standard testing procedures (Hefet'cnce 30) for determining the behavior of engines
with water ingestion and also a means of determining what type of test may prove to
be the mm;t cruciaL For example, testing at idling and full power conditions with
small amounts of water, in the range of 0.5 per cent, may provc significant in revealing
several aspects of engine operation during certain aircraft flight opcration.

6.3.2. Effects of 'Vater Mass Fraction and thc Limiting Assumptions

The mass fraction of water ingested into an engine affccts the engine performance
in the present study through (a) effects on the compressor subsystem and (b) effects of
drainage 01' evaporation of water following compression. The effects of water ingestion
into an engine are described here in terms of performance degradation, that is,
reduced thrust and increased specific fuel consumption, and includes slow response to,
or even inability to t'espond to, operational changes such as power-setting operations.

(i) The effects of water ingestion on the performance of the generic engine are
similar to those on the compression subsystem in that there is a nonlinear relationship
between the magnitude of performance degradation and the mass fraction of liquid in
the working fluid.

(ii) For engine simulation cases run under the assumption that aJJ of the liquid is
drained from both the core stream and the bypass stream after compression, the
predicted performance is c!laracterized by (very slightly) slower response to power
setting operations and degrade(l steady state performance.

(iii) For the cases in which a portion of liquid evaporates at burner entry or exit,
that pOI·tion being a mass fraction of at least one-half per cent, both the
controllability and the steady state performance are signifieantly degraded.



(iv) \Vhen all of the liquid is assumed to evaporate at the burner entry, increasing
the power lever angle results only in an unsuccessful simulation which stops with
indication of a fatal error in calculation.

6.3.:J. Effects of Increased Ambient Temperature

Test cases, including dry air operation and watel" ingestion operation under the
limiting assumptions, were carried out with an ambient temperature of 130°F. There
are two general observations about the results.

(i) The effect of high ambient temperature is, in general, degraded final steady
state performance. \Vhile the compression subsystem performance at high ambient
temperature is slightly improved with the presence of water, the engine performance is
not affected significantly in that manner.

(ii) The controllability of the engine is not affected by the high ambient
temperature. That is, the characteristics of the trausient engine pC'l'formance
predicted for a given test case carried out under high ambient temperatme conditions
are the same as those for a COl']"(>sponding Lesl case carried out under standard
temperature condiUons.

6.:JA. Iuflllence of Ha,Le of Change of Power Lever on
TransiC'nt Performance of Engine

In all the test cases studied in this innstigation, the period of time specified for
carrying out the desired power setting change has been one second. In practice
problems ,\lith engine operability or controllability can be overcome, it is
recommended, by changing, in general reducing, the rate of power setting operations.
Some investigation into this aspect of' the subject has been performed.

For a case in whkh the engine opemtes with dry air as working fluid under
standard conditions, the period over which the power-setting change takes place was
increased from one second to five seconds in one case and then to ten seconds in
another case. \\Then the power setting change occurs in one second, the engine attains
a steady state condition in just over five seconds, as may be observed, for example in
Figures 12.1 to 12.3. \Vhen th(' power lever is moved in five seconds over the same
range of angle the engine responds more smootltly hut there is little change in the
total time required for the engine to reach steady state condition. When the power
setting operation is performed next over a ten second p('l'iod, the engine responds even
more smoothly and, as expected, rcaches a steady state condition in just over ten
seconds. It may be pointed out that the control system for the generic engine
incorporates an acceleration schedule for fuel flow as a function of core rotor speed.
The schedule limits the rate of fuel cleliver('d in response to power setting changes in
order to maintain a safe surge margin. The schedule becomes operative whenever the
rate of change of core rotor speed is greater than a preset value. Thus, when the
power lever is moved in engine simulation from ground idle setting to maximum power
setting in less than about five seconds, the engine seems to be forced to follow a preset
acceleration schedule.
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During all of the test cases examined in the current investigation with water
ingestion, the control system is found to force the engine to operate according to such
a preset acceleration schedule, regardless of the rate at which the power setting
operation is performed. This can be explained as follows. The ingestion of water
causes the performance of the compression subsystem to deteriorate and the core
compressor inlet temperature and core compressor discharge pressure become reduced.
The control system responds by increasing the flow rate of fuel. Then, in the event of
a power lever change corresponding to an acceleration from ground idle to maximum
power, the control system further increases the flow rate of fuel, as is to be expected.
However, the desired fuel flow rate exceeds the maximum pre-set rate for maintaining
a safe surge margin; and therefore, the control system seems to impose a limit on the
fuel flow rate as specified by the acceleration schedule.

This investigation into the influence of rate of change of power-setting and a given
acceleration schedule leads to an observation about engine operation in practice. If
the engine is already accelerating according to the built-in acceleration schedule for
any reason, water ingestion, under those circumstances, could cause the engine to
stall, especially when the margin remaining between the prescribed acceleration
schedule and the surging condition is small.

6.4. Effects of Control System Input Errors

The results of engine simulation cases involving temperature sensing errors show
several features observed in certain reported water ingestion engine tests (Reference
14). The mechanical effects noticed in the experiments are an excessively high booster
speed, suggesting incorrect boosier-core performance matching, and an opening of
stator vanes, which increases the choking mass flow rate. The resulting performance
change due to the observed mechanical effects is compressor stall. This type of stall
occurs in the last stages of a compressor when operating with high mass flow rates. As
the mass flow rate increases the pressure ratio decreases in each stage. Thus, at any
point in the compressor flow path the working fluid density becomes lower than that
at design conditions. This causes increased flow velocity through the blade passages.
In the later stages there is then a possibility of a rotor blade becoming stalled, which
is thought to cause surge at high speeds (References 32 and 33).

The effects of an error in temperature signal transmitted to the controls system are
apparent in the resulting action of the controller. As a result of such action, the
component performance matching process is disrupted, that is, the performance of
various components at the resulting operating points during transient engine operation
may not be properly matched.

(i) \Vhen the temperature error is small, in this investigation 10 F, the effects of
incorrect component performance matching are as follows: (a) the time required for
the engine to reach steady state operation after an operational change is increased
and (b) the overall engine performance is characterized by increased thrust and
specific fuel consumption compared to normal operation.

(ii) \Vhen the temperature error is large, in this investigation 40 F, the engine
simulation program is unable to carry the performance calculations through until a
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steady state oIwrating point is reached. A fatal 01'1'01' condition, namely surging of the
high pressure compressor, is indicated.
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APPENDIX

1. Generl(' Engine and Control

The generic engine studied in this investigation has heen choscn because it contains
many featmes that are interesting for stud.v and it is typical of' those used in large
military and civilian transport aircraft. The engille can be described as a two-spool
high bypass ratio tmbofa n ,\lith a bypass ratio or about 4 ..5. The core stream and the
bypass stream exha l1St through separate thrustor nozzles. There are various features
in the compression subsystem of the generic engine which are of particular interest.
Some of the stators in the high presslll'e compressor can be adjusted through a range
of stagger settings. There is a variable area bleed valve door located in the outer
casing of the core stream aft of the booster.

The engine control system for the geIH~rie engi nc is assumed to control fllel flow
and variable stator vane position. The system is c(lllsldncd as an electro-mechanical
analog speed governor which sellses the COrL' rotatiolmJ speed, the core compressor
inlet temperature and the core COll1j.ressor dischargc pressure and adjusts the fuel flow
to attain or maintain a desired speed, as set by a chosen value of power level' angle.
Under design ambient and operating conditioIls there is a fixed now rate of fuel
corresponding to any given power lever angle. FUI'thermore, there is a core speed
yalue corresponding to any given power lever angle. However, in the event of a
change in pO\\'e1' lever angle, a step change in fuel now rate from that corresponding to
the iuilial power l('ver angle to that corresponding to the final power level' angle is not
(he desired actioIl. Such setllp e1mnge could C:luse ullstable ('ombllstlon 01' more
gcnerally, unstable engine operation. Thus in the eveut or a power-setting cllall!!/, til('
flwi flow rate changes gradually as opposed to a step changC'. The gradual fuel now
rate changes are made according to a schedule wlli,'h is a {'unction of core compressor
speed only.

As stated in the foregoing, the (,oIltrol system operates willi signals relaU'd to
compressor discharge pressure and compressor inlet temperature in addition to core
speed. The control system uses these signals to con'eet the fuel flow rate s(:lwduk for
deviations from design alllhiellt ~llId operating conditiol\s. TII(~ signals are compared
with their respective values under design conditiollS (ll\d a eOIT('cLion that is a funcLiotl
of the difference Iwt\,"een the compl'('ssor inlet LellljH'ratll1'e atld the compressor
discharge pressure under design cotlditiolls ann those under a speeiHc set of operating
conditions is applied to the base fuel [low schedule. Typical eontrol systems rf',(!;llla.te
fuel /low b.v regulating the illjetLlon noz,,]e dell very press lire. The pressure regldatioll
Can be accomplished using a ]),Ypass loop in the fu(>1 line delivering fllel ['ronl the pllnlp
to the injectors. The fwd pressure at the injed()r~ is invNse]y proportional to til(' flow
rate of fuel in the I)ypass loop; this /low rate is regld;lt('d with valves under (·1](' ~I('(i()n

of til(' ('0111.1'01.

The varinl,[e stator vanes have a schedule of' stag;l,!;n settings wlli<'h is a ['undion of
('ompn'ssor S))('('(I. The schedule is ('orr<'ckd for sp("('ilic operating ('onditions as a
l'ullellon of compressor illlet Lelllpcrallll'('. A hydr:lldie aduator is typieally used for
making the stator stagger se( LillI,!; adjustnH'nh and the medium in many eases is engine
I'll e I.



51

II. Data Utilized for Calculation of Compression Subsystem Performance

In order to specify the compression subsystem of the generic
engine used in the investigation, specific data pertaining to the compressor subsystem
must be pwvided as input to the \VINCOF code. The data include information
common to an engine compressor section (fan, booster, and high pressure compressor)
as well as radii, streamtube areas, blade metal angles, design point stage performance,
etc., which is specific to the actual streamline used in the investigation. A list of
required input data and descriptions of each follows:

NS
NSF
NSLPC
NSHPC
RIUIUB(i)
RC(i)
RBLADE(i)
STAGER(i)
SRHUB(i)
SC(i)
SilLADE(i)
STAGES(i)
SIGUMR(i)
SIGUMS(i)
BET2SS(i)
FND
TOLD
POID
FNDLPC
GAPR(i)
GAPS(i)
RRTIP(i)
STRIP(i)
RM(i)

SM(i)

BLOCK(i)
BLOCKS(i)
BETIMR(i)
BET2MR(i)
BETIMS(i)
BET2MS(i)

number of stages
number of fan stages
number of low pressure compressor stages
number of high pressure COUl pressOl' stages
hub radius at iLh stage rok)(' inlet
chord length of ith Sl age rotor
number of blades for ith stage wtor
stagger angle for it!J stage rotor
hub radius at ith stage stator inlet
chord length of ith stage stator
number of blades for ith stage stator
stagger angle for ith stage stator
solidity of ith stage wtor
solidity of ith stage stator
stator outlet absolute flow angle
core rotor corrected speed at design point
compressor inlet temperature at design point
compressor inlet pressure at design point
LPC rotor cOITected slwed at design oint
gap between ith stage rotor and (i - 1)th stage stator
gap between rotor blade and stator blade for iLh stage
blade tip radius at ith stage rotor inlet
blade tip radius at ith stage stator inlet
rotor inlet radius at whiciJ mean line performance
calculation is carried out
stator inlet radius at which mean line performance
calculation is carried out
blockage factor for ith stage rotor
blockage factor for ith stage stator
blade metal ~) ngle at ith stage rotor inlet
blade metal angle at ith stage rotOl" outlet
blade metal angle at ith stage stator inlet
blade metal angle at ith stage stator out let



DS~fASS

DYPASS
PH 12D(i)
Pln:3D(i)
ETAHD(i)
DVZl(i)
D"Z:3(i)
BET2SH(i)
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streamt uhe de:-;ign mass Ilow rate
bypass ratio at design ]Joint
total pr('SSIII'e ratio ror illl stage rotor at design spe(~d

tol,al prcssure ratio 1'01' it.h stage at design point
adiabatic el11cicJlcy for itiJ stage rotor
ith stage rotor outlet axial velocity at design point
ith stage stator out.ld axia,l velocity at dl'sigll point
ith stage rotor outlet, rclative now angll' at design poillt

HI. Data Utilized for Engilw Simulation

The C'ompression subsystem perrormance calculations are ]JcrrornlC'd for cach inkt
mass fraction of water alLd ambient Ll'lllpl'rature, The resulh of tiJe calculations arc
performance maps in the form suitalJlc for lise in an engine siJl1ulat ion code for each
inlet mass fraction of waleI' alld each ::IIllhicn1 (e11I]J('I'::It1ll'(,. Each map contains the
following data:

(i) tvlinil1luJl1 loss ns ;\ f'lIlldiOIl of ('Olllpn'ssor Sl)('cd, J\HN LOSS
vs. N.

(ii) \Vork cocfncient at tll(' llllllllllUIlI loss ]Joints as a runction of

speecl,\'I/'r-.lL vs. l\ .

(iii) Flow coefTicient at the 1lI1nllllUm loss points as a function or
speed, (4)ML vs. 1\').

(iv) Pseudo-Mach numbcr as a function of the diO'('I'CllCC !wtween
tile work coefficient at the given opr'l'ating point and the
111 iHi 111 UIII loss "vork eoe flie ie II t fo I' the gi\'(' II 0 pe ra tin g s pee d.
These data are needed over the range or operating speeds for
which the mllllllHI111 loss points \verc ronnd,
M vs. 4) - ~'IL for e:Jc h N ..

(v) Loss at the given 0p('l'(\tillg ]Joint lllinllS IllIIJ1H1111ll loss ;tl, thc
give11 opcrating speed as a fllllctioll or t1\('sqllarc~ of I, hr'
dj[fcJ'('ll('c betweell th(~ work ('oeJlir'i('1l1 at lilt' givcll 0pC'I'a.tillg
point and til(' Illillinllll11 loss work (:o(:Jlici(~IIt, (\.t tI](· givell
0pE'rating speed. Tl](,s(' data arc I\cedcd OV('l' Llw rang(' or
oI)('rating spceds ror whi\·h the IllinilllUlIl loss poillts were
fOllnd. The sign or tllc dil]'crenc\' I)('twcell Ihc work coeflicjent
at the givell op('r:tlillg point ,111d the llIillilllllJl1 loss work
coe1lieiellt at til(' giv\'1l opf'l':lting s])('('d is pn's('I'ved

(L OSS - 1\11 NLO" ,;)\·s. {( Ii' - 'h",): \ (II' - '/>,,,.: }for ea (' Ii N.
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Figure 1. Schematic of the Generic I Iigh Bypass Ratio Engine with the Generic
Control. Stations identified in the drawing arc (kscribed he neath the
drawing.
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• . • Continued an page 60 •••
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temperature,10 F temperature error
(PCN25R, PCN12R. P13Q12. P23Q2 vs. time)

•



~
•m

~

I

~
~

•
~....

~
•...

aD

E)

I

II
•m

•

m• ••
(\')

EJ

~

~-t I V 9HI I I I Ifl JI I I I I
• 0 1 2 3 5 10 15 20 25

... lItE (SEC)

-VI
W

Figure 37.2 Transient Engine Performance: PLA changes from Ground Idle
Setting to Max Power Setting, dry air operation, standard
temperature,lO F temperature error
(P3Q25, W2R, W25R vs. time)



(r)

i
•

(r)....
~

<l(J
CD
"-

~
•....
~....

IR....
•....

E)
u
~

is
•

~
•

~

EJ

~

le
:t-

•

10.... 1 2 3 5
TIME (SEC)

.-
VI
+:>.

10 15 20 25 30

Figure 37.3 Transient Engine Performance: PLA changes from Ground Idle
Setting to Max Power Setting, dry air operation, standard
temperature,IO F temperature error
(WFE, SFC, FG vs. time)

•



- •

-VI
VI

10 15 20 253 5
11-1£ (SEC)

21

§j

m
:t: • ••
:t- 0 "
CD I A, ¥!• , } i i r I

•
I=!

El

~

~
•

ttl

iii
•

it

E)

8i...
~

•~

~

...

...•

lll(J
N...
&1...
0...

•

~
•

i§

...

...

+

~

Figure 38.1 TransieRt Engine Performance: PlA chafig~s from Ground Idl~

Setting to Max Power Setting, 2% water ingestion with all
liquid drained, standard temperature~ 10 F temperat~re error
(PCN25R, PCN12R, P13Q12, P23Q2 vs. time)



~
•m ~l ~. "

aD (Y)

;

~

I i l'
.-
VI
0'1

3 5
lItE (SEC)

21
i •IJ i i6' I' iI i j i•t\I , i

Bio...
~
•...

C\I .

lD...
C\I•
CD

Figure 38.2 Transient Engine Performance: PLA changes from Ground Idle
Setting to Max Power Setting, 2% water ingestion with all
liquid drained, standard temperature, 10 F temperature error
(P3Q25, W2R, W25R vs. time)

•



••

-VI
-....J

Ii
• o4f IIIfI 'Y!!I 0 ; ~ ~ I k "1'0 1'6 do ' i

... lItE: (SEC)

...
m

•...
15

El

~

•
18

!•...

E)

~

II
•

(I)

18
•

~

I...

~
CD
I&.

Fig~re 38.3 Transient Engine Performance: PLA changes fr~m Ground Idle
Setting to Max Power Setting, 2% water in~~stion with all
1 i qui d d r a i n-e d, s tan dar d --t empe ra t u r e, 10 F t em pera t u r-e err 0 r
(WFE, SF£, FG vs. time)



.....
VI
00

10 153 5
lItE (SEC)

21

•
t"
ea

~.iii 0 .' I. i /I, 'J.r i , i i ,

...
i • ..a

El

!

g
•

le

i
•

RI

E)

~...
~

..

~
•

~...

...

tl(J
t\I...
li1 ....
L

•

~
•

...
~

...

...

+

~

Figure 39.1 Transient Engine Performance: PLA changes from Ground Idle
Setting to Max Power Setting. dry air operation standard
temperature. 40 F temperature error
(PCN25R. PCN12R, P13Q12. P23Q2 vs. time)

• •



~
•m

~
•

P4
U)

I- -
•

(\J

7

~

I

til
•
~

E)

I

i
•en

P4

El

I

~o
P4

1 2 3 5
TIME (SEC)

10 15 20

VI
'Ci

Figure 39.2 Transient fngine Performance:
Setting to Max Power Set~ing,

temperature, 40 F temp~rature

( PJQ 2 5 , W2R, W25R v s • tim e )

PLA chang~s from Ground Idle
dry ~ir opera~ion st~ndard

error



8
•

I
~

I
•
~

i
•m.....·--.·...

(\')

-<1
Ii!

E)

~
El

~
-g,

~

i
•

~
~

is
•

il
•16 T !~ ~ r~ /f1,0 1'5 20 2& ~
~ TIME (SEC)

Figur~ 39.3 Transient Engine Performance:
Setting to Max Power Setting.
temperature, 40 F temperature
(WFE. SFC, FG vs. time)

PlA changes from Ground Idle
dry air operation standard
error

•



•
,

-01

3 5
TIME (SEC)

21

~. ...
•r

ca

i
~~ ..'iii 0 t --.L't-II--- fli fft~---It[/~~c-"'---n i i i i i

EJ

!

•
La
N

g

I
•

RI

E)

~....
~

....

~
•...

~
•

~
N....
&1....
a..

•

•
~

....
~

....

....

+

~

Figure 40.1 Transient Engine Performance: PLA changes from Ground Idle
Setting to Max Power Setting, 2% ~ater ingestion with all
liquid drained, standard temperature~ 40 f temp~rature error
(PCN25R, ~CN12R, P13Q12, P23Q2 V5. time)



~
•m

§
•...

LO

.~ . .
•

N

4(J

I
E)

I
EJ

~
-Ri

10 153 5
TIt£ (SEC)

21
i i~ i i({ '9i\ .•~ , i

=': 0
~

...
i

•o
N

m
•

CD

Figure 40.2 Transient Engine Performance: PLA changes from Ground Idle
Setting to Max Power Setting, 2% water ingestion with all
liquid drained, standard temperature, 40 F temperature error
(P3Q25, W2R, W25R vs. time)

~ •



• ..I "

8
•;...

o...
o

•
c.\I

...
~•o * •r-...
C')

.:I
CD
II..

E)
u
H5

EJ

~
.......
0\
\.>J

10 15 20 25 303 5
TIlE (SEC)

21

~
• II rjJ' q jI 0 " iii' iii i

...18•

r-...
('I)

•

~...
Figure 40.3 Transi~nt Engine Performance: PLA c~anges from ~rDund Idle

Setting to Max Power Setting, 2% water ingestion with ~11

liquid drained, standard temp"€-ratllre, 40 F t-em~-erature error
(WFE, SFC, FG vs. time)



1. Report No. NASA CR-179549
DOT/FAA/CT-TN87/1

2. Government Accession No. 3. Recipient's Catalog No.

4. Title and Subtitle

Jet Engine Simulation With Water Ingestion Through
Compressor

7. Author(s)

T. Hayk1n and S.N.B. Murthy

9. Performing Organization Name and Address

Purdue University
School of Mechanical Engineering
West Lafayette, Indiana 47907

12. Sponsoring Agency Name and Address

National Aeronautics and Space Administration
Lewis Research Center
Cleveland, Ohio 44135

5. Report Date

January 1987

6. Performing Organization Code

8. Performing Organization Report No.

M/NAFA/TR-l

10. Work Unit No.

506-62-21

". Contract or Grant No.

NAG3-481
13. Type of Report and Period Covered

Contractor Report
Final

14. Sponsoring Agency Code

15. Supplementary Notes

Project Manager~ Ronald J. Steinke, Internal Fluid Mechanics Division, NASA Lewis
Research Center. Work partially funded by the Department of Transportation,
Federal Aviation Administration, Technical Center, Atlantic City, New Jersey 08405
under NASA-FAA Agreement DTFA03-83-A00328.

16. Abstract

Water ingestion into a jet engine affects most directly the performance of the air
compression .subsy·stem of the engine, and also the sensors located in that subsystem
that provide input to the control system of the engine. Such performance changes
can then affect the overall performance of the engine. Considering a generic, high
bypass ratio, two-spool gas turbine operating on a stationary test stand with fixed
inlet and thrustor nozzle, an attempt has been made to establish the transient per
formance of the engine under a variety of water ingestion and power setting condi
tions and also when a temperature sensor providing input to the engine control
records a lower temperature than the local gas phase temperature. The principal
tools utilized in the investigation have been the so called PURDUE-WINCOF code and
an engine simulation code. Performance calculations in each selected cas~ have
been made under two limiting sets of conditions: (1) total drainage of water and
(i1) partial evaporation of water at the entry or exit of the burner with remaining
water drained. Although the results are specialized to the generic engine and its
control, it is shown in general that (a) engine performance is degraded during
operation with water ingestion and the amount of degradation is a nonlinear func
tion of inlet water mass fraction; (b)' contro'-labllity of the engine with respect
to operator-initiated power setting changes is affected by water ingestion; (c)
errors in a temperature sensor providing an input to engine control lead to insta
bility in engine operation, eventually causing a limiting condition or parameter
to be exceeded.

17. Key Words (Suggested by' Author(s)) 18. Distribution Statement •

Water ingestion; Rain effects;
Compressor performance; Dynamic
performance; Engine performance

Unclassified - unlimited
STAR Category 01

19. Security Classif. (of this report)

Unc las sHi ed
20. Security Classi/. (of this page)

UnclassH1ed
21. No. of pages

171
22. Price'

A08

* For sale by the National Technical Information Service, Springfield, Virginia 22161



\

,.

Haykin, T., Jet engine SimUlation with water
ingestion through compressor. , ACT
library, 00020921



National Aeronautics and
Space Administration

Lewis Research Center
Cleveland, Ohio 44135

0fIk:IaI Business
Penalty for PrIvate Use $300

NI\5/\

SECOND CLASS MAIL

ADDRESS CORRECTION REQUESTED

HHII
Postage and Fees Paid
National Aeronautics and
Space Administration
NASA-451


