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The Role of Computational Fluid Dynamics
in Aeropropulsion Ground Testing

J M Barton*
Sverdrup Technology, Inc , Arnold Air Force Station, Tennessee

The function of computational fluid dynamics (CFD) in an engine test organization is described and compared
with the use of CFD in a design environment Both the test facility operator and the aircraft manufacturer have a
common goal for CFD—to reduce the cost of the ultimate development of an aircraft component or system The
aircraft manufacturer utilizes CFD to eliminate as much testing as possible in the process of hardware
development, whereas the test facility operator relies on CFD to increase facility productivity and to improve the
test data quality. Examples are presented to demonstrate how CFD is used in test feasibility studies, in pretest
planning calculations, and in facility technology development Several key areas are addressed that must un
dergo further developmerits to expand the applicability of CFD methods

I Introduction

A TEST environment presents some rather unique
challenges in the development and application of CFD
tools Several articles have appeared in the past five years
describing the benefits of CFD in the aerospace industry;! *
however little has been written concerning the impact CFD
ean have in a test facility Whitfield et al ¢ noted the lack of
attention paid in the literature and presented several examples
of the ‘“‘marriage” of wind tunnels and computers Later,
Swafford described (unpublished work) a variety of ap-
plications of computational methods in support of wind
tunnel tests at AEDC As mentioned in Refs 1 6, testing costs
are rapidly increasing, primarily because of increasing labor
rates and electrical poweér rates, and an increasingly larger
amount of test time is required to develop and evaluate new
aircraft systems because of an inadequate test data base Yet,
computational costs are rapidly diminishing, since larger,
faster computers and more efficient numerical algorithms are
available. The trends in testing and computational costs have
thus provided a strong impetus for implementing CFD in test
and design environiments

Although a test facility operator and an aircraft
manufacturer share a common objective for CFD—to reduce
the cost of the ultimate development of an aircraft component
or system—a test facility operator is not in the business of
hardware design, in contrast to the aircraft manufacturer In
the aircraft industry, CFD is being incorporated into the
design process with three major objectives in mind®: 1) to
minimize parametric model scale testing; 2) to reduce risks by
permitting more configurations to be evaluated numerically
than could be evaluated experimentally, and reduce risks
involved in scaling model results to full scale; and 3) to
remove the constraint of limitations in the existing data base
The goal is to eliminate as much testing as possible. Because
the facilities at AEDC exist exclusively for testing, CFD is not
employed to proscribe testing In contrast to hardware design
and aerodynamic testing, where configurations are evaluated
at model scale, engine testing involves full scale systems
Similarly, CFD applied to external aerodynamics focuses on
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the geometry of the flight vehicle in an assumed infinite fluid,
whereas CFD applied to engine testing is concerned with
evaluating the effects of the test cell flow on the test article
The major objectives of CFD here are to increase the test
facility productivity, to improve the test data quality, and to
shed light on anomalous test results The application of CFD
in propulsion testing is rather new, but rapid progress has
been made because of the extensive experiénce for external
flows.

The remainder of this paper has a primary objective of
outlining the role CFD plays in a test organization, with
specific emphasis on the operation of the Engine Test Facility
(ETF) at the AEDC A sécondary objective is to list generic
problem areas that must be addressed to provide continued
growth in the problem solving capability of CFD Section II
describes haw computational methods are employed in
propulsion testing, and Sec. I1I presents several problems that
have been addressed. Finally, Sect IV highlights some work
in progress and discusses a possible future direction of the
CFD development effort in the ETF

II Approach

The Engine Test Facility, an aeropropulsion ground test
facility, consists of 12 major operational altitude test cells and
several adaptable research cells used for development and
evaluation testing of propulsion systems for advanced air
craft, missiles, satellites, and space vehicles The ETF has the
capability of testing air breathing engines with thrust ratings
up to 50,000 Ib and to simulate flight conditions ranging from
sea level to altitudes up to 80,000 ft (Ref 7)

Computational methods are applied in several aspects of
the testing, for example, in test feasibility studies, in test
planning, execution and posttest analysis, and in test
technique and instrumentation development The objectives
of increased productivity and improved data quality are
realized in several ways through CFD For example, in test
planning, CFD has been used to determine how well a
forebody simulator could reproduce the actual forebody flow
as ‘“‘seen” by an inlet CFD was used in two other cases to
evaluate the flow quality (nonuniformities) ahead of a tur
bofan engine in a test cell Details of these and other ap
plications are discussed in Sec III.

As stated in Ref 5, the design environment requires the
consideration of hundreds of configurations This large
number alone dictates that any CFD tool used must be
inexpensive on a per case basis, in terms of both computer
and manpower resources The requirements of fast, efficient,
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easy-to-use codes have motivated design-oriented industries,
especially aircraft manufacturers, to.employ inviscid methods
(frequently coupled with boundary-layer codes) and
parabolized Navier-Stokes (space-marching) methods instead
of the more expensive time-dependent or steady Navier-Stokes
codes.’>? In many instances, the more approximate analyses
are satisfactory or. can be modified to extend their range of
usefulness. In addition, the collection of codes constitutes a

library or a menu of codes applicable 1n a zonal modeling.

approach.>® The necessity of maintaining and validating
many computer programs, establishing coupling strategies
among the codes, developing convergent iterative schemes for
a coupled solution, and validating each new combination of
codes are constraints that are accepted n a zonal approach.

In propulsion testing, repeat calculations are rarely per-
formed. Each application 1s unmique and requires specific
tailoring of the code(s) involved; lead times are typically short
(a few weeks). In most problems addressed, the full Navier-
Stokes or Euler equations: are required, and parabolized or
partially parabolic schemes are inadequate. (A few problems
are amendable to solution using a coupled Euler/boundary-
layer code.) In solving a complete flowfield with one code,
research -versions of codes are usually used. Many three-
dimensional (3-D).flows are as yet intractable; in which case a
simplified approach must be taken.

I11. Applications:

Four applications of CFD-to testing will be presented 1n this
section.. Two ‘cases are'concerned with determining a prior
whether the test cell environment will repraoduce the desired
free-flight conditions. One -case involves examining flow
nonuniformities produced by disturbances upstream- of the
test article. The final case 1s aimed at facility hardware
maintenance and entails using CFD tools to provide empirical
mput for compressor analysis models. Experimental results
do not exist for-all applications, but where measurements are
available they are compared with the computations.

-Forebody Simulator Evaluation; Subsonic Flow

In many tests, it is not possible or practical to install a
complete vehicle 1n the test cell. It 1s often necessary to 1n-
corporate a modified configuration, with the requirement that
the test data not be impacted. The size of the forebody/inlet
combination associated with a missile propulsion system to be
tested precluded consideration of the entire configuration.
The focus of the test was in the area of the inlet, so the
forebody was replaced by a forebody simulator, 1.e., hard-
ware that produces approximately the same flowfield as the
actual forebody as measured at the nlet. Figure 1 illustrates
the forebody/inlet geometry for free flight and in a test cell. A
3-D time-dependent Euler code!®!! was employed for the
calculations. The equations were solved using a finite volume
form of MacCormack’s unsplit explicit method. The mesh
was generated 1n two-dimensional (2-D) parallel planes, from
the inflow to the outflow boundary, using a Poisson equatlon
approach (AEDC unpublished work).

Two forebody configurations were considered, a baseline
and an improved model; and cases were run for the actual
vehicle in free flight and for test cell installations involving the
forebody simulators. Figure 2 shows a cross section of the
mesh through the forebody and nlet, for the test cell case,
ndicating that the pitch plane was assumed as a symmetry
plane. In Fig. 3, computed static pressures are plotted from
the free-flight and test-cell cases for a free-stream Mach
number of 0.6 at zero angle of attack. The results differ
appreciably over the front half of the body because of
significant geometry differences, but are quite close over the
rear half. Before these computations were made, a wind
tunnel test had been conducted; these measurements exhibit
good agreement with the free-flight calculations.
Measurements from a recent AEDC test are also plotted.
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Figure 4 compares computed test cell and free-flight static
pressure profiles 1n front of the inlet, and the agreement is’
again quite good. (All test cell computations shown are for the
improved forebody simulator.) The comparisons. verify that
the test cell accurately reproduced free-flight conditions and
that an improved forebody simulator improved the quality of
the test. The results were obtained using CFD for sub-
stantially less cost than would be required to test both con-
figurations.

Forebody Simulator Evaluation: Supersomc Flow

The emphasis again concerned using:a modified forebody
1n the test to reproduce the desired flowfield at the inlet. The
evaluation was performed by computing the flow over a 3-
caliber tangent ogive for various freestream Mach numbers
and attitudes. The development of the velocity profiles was
then examined to determine where the profiles ceased
changing along the body. The assertion was made that the
mlet could be moved forward to the position where the
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profiles ceased changing, and the length of the forebody could
be shortened for the test

The calculations were performed using a 3 D time-
dependent “‘thin-layer’’ Navier-Stokes code developed by
Pulliam and Steger 2 The equations were solved using ap-
proximate factorization, and turbulence closure was effected
with a two-layer eddy viscosity model The computational
mesh was generated in parallel planes using the elliptic mesh
~ generator of Fernquist and Steger '3 Figure 5a illustrates the
configuration Figures 5b, 5¢, and 5d compare computed and
measured!* pressure coefficients along the body at various
circumferential locations for three angles of attack at
M, =16 The windward side (¢ = 180 deg) produces the best
agreement; and the worst agreement occurs on the leeward
side (¢ = 0), where significant flow separation can occur The
disagreement on the leeward side was not a concern, since, in
the present studies, the windward quadrants (90 deg <¢ <270
deg) where propulsion system inlets are generally located were
of primary interest Figures 6a, 6b, and 6¢ present profiles of
the axial and normal velocity components (non-
dimensionalized by the freestream sound speed) in the wind
ward plane for three angles of attack. Observe that the axial
velocity: component (which dominates the total velocity) is
similar from x/R;=12 to X/R,=20, where R, is the body
radius The inlet could be moved to the front of the similarity
region and a shortened forebody used for the range of at-
titudes considered. This general conclusion also holds for
higher Mach numbers !* The computational results thus
eliminated the need for parametric testing

Inlet Duct Flow Quality

In a proposed engine test, it was necessary to inject liquid
air into the cell flow upstream of the engine to achieve the
required low temperature (Figure 7 illustrates the
arrangement ) Venturis were used for metering mass flow,
and the number of venturis open depended on the test
requirements In this instance only, the outer ring was
opened, thus producing an annular flow pattern Two con
cerns arose: 1) the flow at the liquid-air injection station
would be so distorted that an unacceptable temperature
distribution would result, and 2) a separated region upstream
of the liquid-air injection station would produce
nonuniformities in the inlet duct

The flow was computed using an axisymmetric in-
compressible, steady Navier-Stokes code!é '8 in conjunction
with a k-e turbulence model (The liquid air injection nozzles
were ignored in the computations ) The mesh was generated
using the elliptic mesh generator of Middlecoff and
Thomas ! Two cases were considered: 1) the outer ring of
venturis open and 2) all venturis open Figure 8 shows
streamlines traced upstream from néar the compressor face to
determine their origin (for the case of only the outer venturis
open) The streamlines indicate that the initially nonuniform
flow is uniform at the liquid-air injection station and in the
inlet duct The case of all venturis open produced similarly
“‘clean”’ flow at the engine inlet station Notice in Fig 8, just
downstream of the inflow boundry, that the streamlines
deflected away from the wall indicate a separation bubble
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The detailed results show that the maximum thickness of the
separation corresponds to less than 2% of the flow area, and
no distortion is produced downstream The results demon-
strate that the flow in the vicinity of the liquid-air injection
nozzles is sufficiently uniform to produce adequate tem
perature conditioning, and the inlet duct flow is undistorted
Subsequent tests and temperature measurements confirmed
these conclusions

Unsteady Cascade Flow

A variety of turbomachinery is involved in conducting a
propulsion test, for example, the test article as well as the
equipment used to supply air to and exhaust gases from a test
cell. Proper maintenance of the machinery and operation of
the test hardware requires a priori knowledge of the effects of
the test on turbomachinery, particularly the effects of
transients For example, will a sudden ingestion of hot gases
stall a compressor? Empirical models are employed to study
the transients, and the empirical inputs must come from
experiments or from flowfield calculations. An effort was
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undertaken to compute the unsteady flow through a com-
pressor cascade Information on the effects of the un-
steadiness on compressor stage characteristics are then
derivable from the time-dependent calculations for in-
corporation into advanced compressor analysis models 2

The geometry chosen was a 2-D cascade of double circular
arc airfoils The basic assumptions were that the flow was two
dimensional, inviscid, and periodic in the blade-to-blade
direction both upstream and downstream The flow was
computed using the Euler code of Refs 10 and 11, and an H
mesh was generated algebraically ,

Computations were first performed for a steady M=07
flow and an angle of attack of 2 45 deg Figure 9 compares
computed and meaured?! surface Mach numbers for the
pressure and suction surfaces, and the agreement is good The
computed lift coefficient C; is 0 193, and the value calculated
from the measurements is 0 204, a difference of 5% An
unsteady case was then run at M=0.7, the source of the
unsteadiness being a periodic variation of the incoming
flowfield The flow variation produced an angle-of-attack
variation ranging from 0 45 to 4 45 deg A reduced frequency
@, of 0 5 was simulated, where

=27wC/q»

with o being the frequency of inflow disturbance, c the blade
chord, and q., the freestream total velocity

Figure 10 presents the lift coefficient as a function of time
where, after the initial transient, a periodicity is displayed.
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Two further steady-state calculations were made for «=0 45
and 4.45 deg and produced lift coefficients of Q144 and
0.238, respectively. Flgure 10 demonstrates that the unsteady
calculations produce minimum and maximum values of C;,
within the envelope of the steady values at =0 45 and 4 45
deg A range of reduced frequencies was then considered, and
the results are plotted in Fig 11 as the normalized C,_max asa
function of reduced frequency The normalizing factor 1s the
steady-state value of C; at a=2 45 deg The unsteady results
are in qualitative agreement with previous calculations 222
Trends, such as the one depicted in Fig 11, will be derived
from the flowfield analyses and mcorporated mto cqmpressor
analysis models.

IV. Conclusions and Future Work

The examples presented demonstrate that CFD is already
manifesting a positive influence in the operation of a
propulsion test facility, and the future potential is great
Expanded incorporation of CFD in testing requires effort in
two fundamental areas: 1) the ability to model 3-D flows
(larger and faster computers, improved algorithms, better
understanding of flow phenomena, etc ) and 2) the inclusion
of CFD support in the formative stages of test planning The
former requires technological advances, and the latter
requires changes in attitudes and in traditional approaches to
test planning Paynter® discusses the analogous problems in
the aerospace industry and states that ‘‘experience indicates
that the use of CFD for design must cost an. order of
magnitude less than an equivalent test based approach if it is
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to be accepted by industry as an alternative to parametric
testing *’ A comparable estimated cost savings cannot be
offered that would motivate test planners to include CFD in
the test effort from the outset Experience at AEDC teaches
that repsonse time quite often is as important as cost

Several authors’®2¢25 have recently addressed various
areas in which future improvements must occur to permit
practical computing of three-dimensional flows, for example,
improved turbulence modeling, more flexible grid generation,
and even new computer language constructions In addition,
there is an ongoing need for quality, detailed flowfield data,
which becomes increasingly problematic in 3-D because there
are few generic 3-D flows (in contrast to the widely studied 2-
D flows, such as jets, wakes, mixing layers, boundary layers,
etc ) All these areas are of key importance to the future of
CFD

An area that gets little in-depth attention is the accuracy of
calculations (not merely the formal order of accuracy of a
difference scheme) Most publications contain comparisons
of calculations with measurements, yet this is inadequate,
even misleading, at times For example, in Ref. 26,
calculations with a Navier-Stokes code were made for a
turbulent shock/boundary-layer interaction, and predictions
of the skin friction compared favorably with measurements
When examined in detail, however, the computed velocity
gradients were found to be half the correct values, and the
effective viscosity was a “factor of 2 too large, thus producing
a fortuitously correct skin friction Similar anomalies have
been discussed by Messina 2’ Some authors attempt to
identify mesh-related errors by performing mesh-refinement
studies, yet in 3-D this is seldom possible The upshot is that
the errors being committed in the calculations must be known
before the solutions can be used with confidence; and com
parisons of predictions with measurements is a necessary but
not sufficient step. Some further suggestions on error
assessment are described by Forester 2%

The work curréntly in progress in the ETF, or to be ad
dressed in the near future, represents problems of increased
complexxty over those discussed herein. One effort involves
assessing the impact of the test-cell environment on per-
formance measurements of high-bypass-ratio turbofan
engines. Another concerns the injection of water droplets in
an airstream and the formation of ice on a test article
downstream. A third problem entails evaluating forebody
simulators for freejet testing. The CFD . technology
developments underway in the ETF to provide the necessary
problem-solving capability are as follows: 1) a 3-D Navier-
Stokes code using the new MacCormack method;? % 2) a 3-D
time-dependent, compressible boundary-layer code for use
with the Euler code®'; 3) a code to treat multiphase flows,
including phase change but omitting chemical reactions; 4)
direct generation of 3-D body-fitted grids using algebraic and
Poisson equation methods; 5) grids that are a function of the
evolving flowfield solution; 6) extension to 3-D of the cascade
calculations, including viscous and rotational effects; and 7)
development of a method for computing cell effects in a
turboprop engine test With the expanded CFD capability, the
impact on testing will increase, with an attendant increase in
the test facility productivity and improvement in the test data
quality
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