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TASOPT is a program for optimizing the airframe of a wing+tube transport aircraft, to-
gether with the engine parameters and operating parameters. The target objective is mini-
mum fleet fuel burn for a set of given payload and range missions, possibly in the presence
of field length constraints.

This document derives the physical models used to represent the structural, aerodynamic,
propulsion, and performance elements of the overall combined model. It also presents the
resulting relations and their convergence iteration strategy as used in TASOPT’s code im-
plementation.
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1 Introduction

1.1 Background

There is a vast body of work on conceptual and preliminary aircraft design. The more
traditional approaches of e.g. Roskam [1], Torrenbeek [2], Raymer [3], have relied heavily on
historical weight correlations, empirical drag build-ups, and established engine performance
data for their design evaluations. The ACSYNT program [4],[5] likewise relies on such
models, with a more detailed treatment of the geometry via its PDCYL [6] extension.

More recently, optimization-based approaches such as those of Knapp [7], the WINGMOD
code of Wakayama [8],[9], and in particular the PASS program of Kroo [10] perform tradeoffs
in a much more detailed geometry parameter space, but still rely on simple drag and engine
performance models.

The recent advent of turbofan engines with extremely high bypass ratios (Pratt geared tur-
bofan), advanced composite materials (Boeing 787), and possibly less restrictive operational
restrictions (Free-Flight ATC concept), make it of great interest to re-examine the overall
aircraft /engine/operation system to maximize transportation efficiency. NASA’s N+1,2,3
programs are examples of research efforts towards this goal. In addition, greater empha-
sis on limiting noise and emissions demands that such aircraft design examination be done
under possibly stringent environmental constraints. Optimally exploiting these new factors
and constraints on transport aircraft is a major motivation behind TASOPT’s development.

1.2 Summary
1.2.1 Overall approach

To examine and evaluate future aircraft with potentially unprecedented airframe, engine,
or operation parameters, it is desirable to dispense with as many of the historically-based
methods as possible, since these cannot be relied on outside of their data-fit ranges. The ap-
proach used by TASOPT is to base most of the weight, aerodynamic, and engine-performance
prediction on low-order models which implement fundamental structural, aerodynamic, and
thermodynamic theory and associated computational methods. Historical correlations will
be used only where absolutely necessary, and in particular only for some of the secondary
structure and for aircraft equipment. Modeling the bulk of the aircraft structure, aerody-
namics, and propulsion by fundamentals gives considerable confidence that the resulting
optimized design is realizable, and not some artifact of inappropriate extrapolated data fits.

1.2.2 Airframe structure and weight

The airframe structural and weight models used by TASOPT treat the primary structure
elements as simple geometric shapes, with appropriate load distributions imposed at critical
loading cases. The fuselage is assumed to be a pressure vessel with one or more “bubbles”,
with added bending loads, with material gauges sized to obtain a specified stress at specified
load situations. The wing is assumed to be cantilevered or to have a single support strut,



whose material gauges are also sized to obtain a specified stress. The resulting fuselage, wing,
and tail material volumes, together with specified material density, then gives the primary
structural weight. Only the secondary structural weights and non-structural and equipment
weights are estimated via historical weight fractions.

1.2.3 Aerodynamic performance

The wing airfoil performance is represented by a parameterized transonic airfoil family span-
ning a range of thicknesses, whose performance is determined by 2D viscous/inviscid CFD
calculation for a range of lift coefficients and Mach numbers. Together with suitable sweep
corrections, this gives reliable profile+wave drag of the wing in cruise and high climb and
high descent. The fuselage drag is likewise obtained from compressible viscous/inviscid CFD,
suitably simplified with axisymmetric-based approximations. A side benefit is that detailed
knowledge of the fuselage boundary layers makes it possibly for TASOPT to reliably predict
the benefits of boundary layer ingestion in fuselage-mounted engines.

The drag of only the minor remaining components such as nacelles is obtained by traditional
wetted area methods, but corrected for supervelocities estimated with vortex sheet models.
Induced drag is predicted by fairly standard Trefftz-Plane analysis.

The primary use of CFD-level results in the present TASOPT method makes it more widely
applicable than the previous more traditional approaches which have typically relied on
wetted-area methods for major components of the configuration.

1.2.4 Engine performance

A fairly detailed component-based turbofan model, such as described by Kerrebrock [11], is
used to both size the engines for cruise, and to determine their off-design performance at
takeoff, climb, and descent. The model includes the effects of turbine cooling flows, allow-
ing realistic simultaneous optimization of cycle pressure ratios and operating temperatures
together with the overall airframe and its operating parameters. The overall aircraft and
engine system is actually formulated in terms of dissipation and power rather than drag
and thrust [12], which allows a rigorous examination of advanced propulsion systems using
boundary layer ingestion.

The use of component-based engine simulation in the present TASOPT method differs from
previous approaches which typically have relied on simple historical regressions or established
engine performance maps. The more detailed treatment is especially important for examining
designs with extreme engines parameters which fall outside of historical databases.

1.2.5 Mission profiles

Integration of standard trajectory equations over a parameterized mission profile provides
the required mission weight, which completes the overall sizing approach. The end result is
a defined aircraft and engine combination which achieves the specified payload and range
mission. Off-design missions are also addressed, allowing the possibility of minimizing fuel
burn for a collection of fleet missions rather than for just the aircraft-sizing mission.



1.2.6 Takeoff and noise

A takeoff performance model is used to determine the normal takeoff distance and the bal-
anced field length of any given design. The balanced field length can be included as a
constraint in overall TASOPT optimization. Noise estimates are also calculated using a
few published methods, e.g. [13], [14], [15]. These are used only for run-time rough esti-
mates, and are not well suited for use as constraints. Much more detailed noise analyses can
typically be performed as a post-processing step using the ANOPP method, for example.

1.2.7 Restriction to wing+tube aircraft

The description of the structural and aerodynamic models above explains why TASOPT is
restricted to tube+wing configurations — most other configurations would be quite difficult
or impossible to treat with these models. For example, a joined-wing configuration [16] has
a relatively complex structure with out-of-plane deformations and the possibility of coupled
twist /bend buckling in the presence of eccentricity from the airloads, which requires a greatly
more complex structural analysis than straightforward beam theory. A blended-wing-body
configuration [17] with non-circular cabin cross sections likewise has non-obvious critical load
cases and load paths, and its transonic aerodynamics are dominated by 3D effects. For these
reasons such non-traditional configurations are simply outside the scope of the present work.
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Figure 1: Aircraft weights and weight fractions breakdown.
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2.1 Weight Breakdown

The weight breakdown is summarized in Figure 1, to serve as a convenient reference.

2.2 Fuselage pressure and torsion loads

The fuselage is modeled as a side-by-side “multi-bubble” pressure vessel with an ellipsoidal
nose endcap and a hemispherical tail endcap, which is subjected to pressurization, bending,
and torsion loads, as shown in Figures 2 and 3. The loaded cylindrical length of the pressure
vessel shell is from Zgher, t0 Tapell,-

lshell =  Tshelly, — Tshell, (1)

RN (Wpay + Wpadd + ‘/Vshell + Wwindow + ‘/Vinsul + Wﬂoor + vvseat )

P added bending material My Lv
C ¢_+__+_+_A_+_+__+_+__+_+_G_;_+__+_+__+_+__+_+__++>
| o P ] ——
e ™! Lpent

| — ~ NWai+ Ly

| 3 | N | o

| ‘ ‘ R | ‘ ‘

s 1 e s - x
3 3 3 | P g Ivbend(x) 3 | 3 3

3 3 3 : | 3 : Iy Ihbend(x) 3 3 3

: | - DR SSTo-o o

! ! ’//// AR Tlhshell | 1 \‘\:::\ ‘ ‘

‘ T 331 ! ‘ - =X

anSC xsheu 1 ! leI‘Ig xhbeﬂd xShCllz xtail Xend
Xwbox x
Xp vbend

Figure 2: Fuselage layout, loads, and bending moment and inertia distributions. Bending
material and 75 [ypenq () is added wherever the horizontal-axis bending moment My, (z) exceeds
the capability of the pressure vessel’s bending inertia e, and likewise for the vertical-axis
moment and inertia.

The horizontal-axis moment My (=) distributions on the front and back bending fuselage are
assumed to match at location Zying, as shown in Figure 2. Theoretically this is the wing’s
net lift—weight centroid, which varies somewhat depending the fuel fraction in the wings,
the wing’s profile pitching moment and hence the flap setting, and on the aircraft Cp. For
simplicity it will be approximated as the wing’s area centroid. Note that for a swept wing
the wing box location zypox Will be centered somewhat ahead of Zying, but it will then also
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impart a pitch-axis moment at its location, so that the front and back My, () distributions
must still match at Tying.

Figure 3 shows the fuselage cross section for the case of a “double-bubble”, or two tubes.
Figure 4 compares to alternative possible cross sections with three or four tubes, each spec-
ified by the number of webs ngyen. The pressure-vessel skin and endcaps have a uniform
thickness tqin, while each of the ngyep tension web(s) has an average thickness tgge,. The
cross-sectional area of the skin is Agn, and has stiffening stringers which have a “smeared”
average area Agin fstringPskin/ Phend, Specified via the empirical stringer/skin weight fraction
fstring. The enclosed area Sgn enters the torsional stiffness and strength calculations. The
fuselage cross section also shows the possibility of added bottom bubbles or fairings, extended
downward by the distance A Ryyge.

L

Vmax
. added bending material
stringers Oskin ! skin T ¢
I skin —_ — X ﬁ_c(ie U
=
A8

| Oskin 1 fweb
A vbend ( < + Qv
A skin A fuse
Anpend A

Figure 3: Fuselage cross-section, shell/web junction tension flows, and torsion shear flow
from vertical tail load, for the double-bubble case ngwr, = 1. An optional bottom fairing
extends down by the distance A Ry.. Fuselage frames are not shown.

The skin and stringers constitute the “shell”, which has bending inertias lsnen, lysnen about
the horizontal and vertical axes. Figure 3 does not show any hoop-stiffening frames which
are typically required, and whose weight is a specified fraction fr.me of the skin weight.
These typically may be offset from the skin inside of the stringers, and hence are assumed
to not contribute to the skin’s circumferential tensile strength.

To address the weight and aerodynamic loads of the tail group on the fuselage, the horizontal
and vertical tails, the tailcone, and any rear-mounted engines are treated as one lumped mass
and aero force at location x,;, shown in Figure 2.

The bending loads on the shell may require the addition of vertical-bending material con-
centrated on top and bottom of the fuselage shell (typically as skin doublers or additional
stringers). The total added cross sectional area is Append (=), and the associated added bend-
ing inertia is Ippenq(x). Corresponding added material on the sides has A penq(x) and Iypend(z).
Because the wing box itself will contribute to the fuselage bending strength, these added
areas and bending inertias do not match the M) distribution there, but are made linear
over the wing box extent, as shown in Figure 2.
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Figure 4: Two-bubble, three-bubble and four-bubble optional cross-sections, specified by the
number of webs ngwe,. Each bubble has the same center-to-web width wg, and subtended
half-angle 6g,.

2.2.1 Cross-section relations

The fuselage pressure shell has the following geometric relations and beam quantities.

O, = arcsin(wp,/Reuse) (2)
hiy =/ Rise — Wi, (3)
Agin = (27 + 4nsweblin) Riuse tskin + 2A Ripuse tkin (4)
Apweb = Nitweb(2hap + ARpuse) tweb (5)
Atse = [T+ Npwen (205 + 50 208,)] Riee + 2 [Rtuse + NtwebWin] ARpuse (6)

The skin has some modulus and density Fgin, pskin, While the stringers have some possibly
different values Epend, prend- 1The effective modulus-weighted “shell” thickness tg,en can then
be defined as follows, assuming that only the skin and stringers contribute to bending, but
not the frames.

Et skin skin
- ()
Ebend
h = 8
where g o (8)

This is then convenient for determining the modulus-weighted horizontal-axis and vertical-
axis bending inertias. The fuselage webs, if any, are assumed to be made of the same material
as the skin. The passenger-access cutouts will not extend all the way to the skin/web
junctions, so that the webs’ contributions are included in the overall shell bending inertia.

(E1)nshen
Eskin

/2
= 4/ (Rfuse sin ¢ + ARfuse/2>2 Rfuse tshell dé
0

Ihshen =

/2405, 2
+ 4nfweb//2 (Rfuse sin 0 + A}%fuse/Q)2 Rfuse tshell d@ + gnfweb(hfb + ARfuse/Q)gtfweb

= { [7’(’ + nfweb(29fb+sin 2(9fb)] R?use
+ 8nfweb COS efb (ARfuse/z) Rfuse
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2
+ [27T+4nfweb9fb] (ARfuse/2>2 } Rfuse tshell + *nfweb(hfb + ARfuse/2>3ifweb (9)

3
(E[)vshell
Eskin

/2
= 4 / (Rpuse €05 0 + Ngeb i) Rpuse tenen 40
0

Ivshell

7T/2+0f‘b Tk
+ 4nfvveb/ /2 (Rfuse COs 0)2 Rfuse tshell do + Z 4Rfusetshellefbwf2‘b(2k - ik)z
& k=1

= [ [7’(‘ + nfweb(Qbe—Sin 29fb)] R?use
+ 8 ¢os O, Nweb Wi, Rfuse

+ (27T+48fb) (nfwebwfb)2

g
+ 49fbw?b Z(zk—lk)2‘| Riyse tshen (10)
k=1

ne = int(nfweb/2) (11)

ir, = mod(ngwen+1, 2) (12)

It’s useful to note that for the particular case of ngyer, = 0, wg, = 0, together with ARpse = 0,

there is only one circle. The areas and bending inertias then reduce to those for a single
circular cross-section.

Askin - 27TRfuse tskin <1f Ntweb = O; W, = 07 ARfuse - O) (13>

Sskin = WR?use (lf Ntweb = Oa W, = Oa ARfuse = 0) (14)

Lishel = Lishen = TRE . tehen (if nfwer = 0, wa, = 0, ARpyse = 0)  (15)

Hence, no generality is lost with this multiple-bubble cross-section model.

2.2.2 Pressure shell loads

The pressurization load from the Ap pressure difference produces the following axial and
hoop stresses in the fuselage skin, with the assumption that the stringers share the axial
loads, but the frames do not share the hoop loads. This assumes a typical aluminum fuselage
structure, where the stringers are contiguous and solidly riveted to the skin, but the frames
are either offset from the skin or have clearance cutouts for the stringers which interrupt the
frames’ hoop loads.

Ap Rfuse
O, = — 16
2 tshen (16)
oo = Ap e (17)
tskin

An isotropic (metal) fuselage skin thickness g, and the web thickness tgye, Will therefore
be sized by the larger oy value in order to meet an allowable stress ogy.

A Ruse
byn = ot (18)
Oskin
A
ltweb = 2 P (19)
Oskin
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This particular tgy, value is obtained from the requirement of equal circumferential stress
in the skin and the web, and tension equilibrium at the 3-point web/skin junction.

The volume of the skin material Vg, is obtained from the cross-sectional skin area, plus the
contribution of the ellipsoidal nose endcap and the spherical rear bulkhead. The nose uses
Cantrell’s approximation for the surface area of an ellipsoid.

12 Lo V"

Snose = [27 +4Ansen O] Riee 313 ( Rfuse> ] (20)
Spule = 27 +4ngeb O] Riee (21)
Vet = Asiin lshent (22)
Viose = Snose tskin (23)
Voulk = Shulk tskin (24)
Viweb = Afweb lshel (25)
Weyt = %(xshelh + Zghelly) Veyl (26)
DWpose = 5(Tnoset+Tshell;) Viose (27)
WVouk = (Tshell, + %ARfuse) Vhulk (28)
Wiweb = %(xshell L FTnents) Viweb (29)

The total fuselage shell weight then follows by specifying a material density pg, for the skin
and web. The assumed skin-proportional added weights of local reinforcements, stiffeners,
and fasteners are represented by the fr.qq fraction, and stringers and frames are represented
by the fstrings frrame fractions.

Wekin = Pskin § (Veyl + Viose + Voulk)
Wiweb = Pskin g Viweb
WWekin = Pskin § (Vey1 + WVnose + DVouik)
Wiweb = Pskin § Wiweb

Wshell - Wskin ( 1 + fstring + fframe + ffadd) + waeb
Mshell = Mskin ( 1 + fstring + fframe + ffadd) + Mfweb

2.2.3 Cabin volume and Buoyancy weight

At this point it’s convenient to calculate the pressurized cabin volume.
Vcabin = Afuse (lshell + 0.67 lnose + 0.67 Rfuse) (36>

The air in the cabin is pressurized to either the specified minimum cabin pressure peapin, OF
the ambient pressure at altitude pg(n), whichever is greater. The resulting negative cabin
buoyancy increases the effective instantaneous weight of the aircraft by the added buoyancy
weight Wiey () which varies with altitude.

1
pcabin(h) RTcabin max (pcabin , Po(h) ) (37)
Wbuoy = (pcabin(h) - Po(h)) g Vcabin (38>
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This is then added to the physical weight to give the net effective aircraft weight used for
cruise wing sizing and performance calculations.

W = W + Wiy (39)

2.2.4 Windows and Insulation

The window weight is specified by their assumed net weight /length density W/, together

with the cabin length lgep.

Wwindow == W\:Vindow lshell (40)
Window = 5(Tsnell, T Tshels) Wivindow (41)

indow>

The Wl 40w value represents the actual window weight, minus the weight of the skin and
insulation cutout which is eliminated by the window.

The fuselage insulation and padding weight is specified by its assumed weight/area density

s together with the cabin+endcap shell surface area.

I/I/insul = ilrllsul |: (117'(' + 26fb)Rfuse lshell + 0.55 (Snose+Sbu1k) :| (42)
Winst = 5(Zehent, +Tonetts) Winsul (43)

The 1.1 and 0.55 factors assume that 55% of the fuselage circle is over the cabin, and the
remaining 45% is over the cargo hold which has no insulation.

2.2.5 Payload-proportional weights

The APU weight W,p, is assumed to be proportional to the payload weight, and is treated
as a point weight at some specified location Zapy.

Wapn = Whay fapu (44)
lWapu = Tapu Wapu (45)

The seat weight is also assumed to be proportional to the payload weight, uniformly dis-
tributed along the cabin for a single-class aircraft.

Wseat = Wpay fseat (46)

Mseat - %(xshelll +~Tshellg)Wseat (47)

Another payload-proportional weight W,,q4 is used to represent all remaining added weight:
flight attendants, food, galleys, toilets, luggage compartments and furnishings, doors, light-

ing, air conditioning systems, in-flight entertainment systems, etc. These are also assumed
to be uniformly distributed on average.

Wpadd = Wpay fpadd (48)
MWpadd = %(xshell L Zsnels) Wpadd (49)

The proportionality factors fapu, fseat, fpada Will depend on generator technology, seat tech-
nology, passenger class, and slightly on long-haul versus short-haul aircraft.
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2.2.6 Fixed weight

A specified fixed weight contribution Wi, is assumed. This represents the pilots, cockpit
windows, cockpit seats and control mechanisms, flight instrumentation, navigation and com-
munication equipment, antennas, etc., which are expected to be roughly the same total
weight for any transport aircraft. To get the associated weight moment, a specified weight
centroid g, is also specified. Typically this will be located in the nose region.

Wix = ... specified (50)
Mﬁx = Tfix Wﬁx (5]-)

2.2.7 Floor

The weight of the transverse floor beams is estimated by assuming the payload weight is
distributed uniformly over the floor, producing the shear and bending moment distributions
shown in Figure 5. The weight of the floor itself is typically much smaller than the payload
and is neglected. The floor beams are assumed to by sized by some load factor Nynq, which

/[

e

\\W* hﬂoor
Sm T T
‘ — S floor ‘ T Sﬂoor
M4 M(n)T

M floor
/ \ wﬂoor

Figure 5: Distributed floor load goer, resulting in maximum shear Sgoor and maximum
bending moment Mg, in all the floor beams, without and with a center support.

is typically the emergency landing case and greater than the usual in-flight load factor Ny
which sizes most of the airframe. This gives to following total distributed load on the floor.

ﬂﬁoor = Nland(Wpay + Wseat) (52)

The floor /wall joints are assumed to be pinned, with the double-bubble fuselage having an
additional center floor support. The single-bubble fuselage can of course also have center
supports under the floor. The maximum shear and bending moment seen by all the floor
beams put together are then readily obtained from simple beam theory.

1
Sﬂoor = iﬂﬁoor (W/O Support) (53)
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5
Shoor = Eﬂﬁoor (with support) (54)
1

Mﬂoor = Z ﬂﬂoor WAoor (W/O support) (55)
9
Mﬂoor = A=A ﬁ[ﬂoor Wooor (Wlth support) (56)
256
Whoor = Wib + Rfuse (57)

Note that wg, =0 for a single-bubble fuselage, so that the expression for the floor half-width
Waoor above is valid in general.

For a given floor I-beam height hg,,,, and max allowable cap stress ogoor and shear-web stress
Thoor, the beams’ total average cross-sectional area and corresponding weight are then deter-
mined. The added weight of the floor planking is determined from a specified weight/area
density W/

floor*

2.0 Mﬂoor 1.5 Sﬂoor

Aﬂoor = + (58)
Ofloor hﬁoor Tfloor

Vﬂoor = 2 [nfwebwﬂoor + Rfuse] Aﬂoor (59)

lﬂoor = Tshelly — Lshell | + 2Rfuso (60>

Wﬂoor = Pfoor 9 Vﬂoor + 2 Whoor lﬂoor fllloor (61)

Mﬁoor - % (:L‘shell 1 + Lshell 5 )Wﬂoor (62)

Relation (58) assumes the beams are uniform in cross-section. Suitable taper of the cross
section would reduce the 2.0 and 1.5 coefficients substantially, especially for the center-
supported case for which the bending moment rapidly diminishes away from the center.

It’s also important to recognize that if clamped ends rather than the assumed pinned end
joints are used, and if the center support is present, then the hoop compliance of the fuselage
frame cross-section shape will become important. Without doing the much more complicated
deformation analysis of the entire fuselage frame + floor cross section, the conservative
pinned-end and uniform beam assumptions are therefore deemed appropriate.

2.2.8 Tail cone

The tail cone average wall thickness is assumed to be sized by the torsion moment Q.
imparted by the vertical tail, defined in terms of its maximum lift L span b,, and taper

ratio Ay.
Lvmax = qNE SV CLVmax (63)
L. b, 14+2)\,
— max 4
& 3 1+ (64)

Referring to Figure 3, this Q, produces a shear flow T¢one teone according to the torsion-shell
relation

QV = 214c0ne Tcone tcone (65)
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where the cone’s enclosed area Acope is assumed to taper linearly with a taper ratio of A2 ..

The cone radius R.one then tapers to a ratio of Acone, but nonlinearly. The taper extends
from Zgpen, tO Teonend, the latter being the endpoint of the cone’s primary structure, roughly
at the horizontal or vertical tail attachment.

Acone(x) = Aque [1 + ()\(2:0116 - 1) T Tehell, ] (66>
Lconend — Lshell 5
T 1/2
Rcone(x) = Rfuse [1 + (Azone - 1) shell 1 (67)
Lconend — Lshell o

Setting Q. to the moment imparted by the vertical tail lift gives the cone wall thickness t.one
and corresponding material volume and weight.

Q.
e = e Aone(®) (68)
Veone = / ety [T+ 2N web O] Reone teone
Tshell
9 T+ 2N gweb Teonend — Tshell, 2 (69)
Teone T+ Mfweb (2(9{]0 +sin 29fb) Rryse 14+ Aeone

Weone = Peone g Veone(1 4 fstring + fivame + fiada) (70)
WVeone = 3(Tehells + Teonend) Weone (71)

2.3 Fuselage Bending Loads

In addition to the pressurization and torsion loads, the fuselage also sees bending loads
from its distributed weight load plus the tail weight and airloads. In the case where the
pressurization-sized shell is not sufficient to withstand this, additional bending material area
is assumed to be added at the top and bottom (total of Appena(x)), and also sides of the shell
(total of Aypend(x)), as shown in Figure 3. If the shell is sufficiently strong, then these areas
will be zero.

2.3.1 Lumped tail weight and location for fuselage stresses

For simplicity in the fuselage bending stress analysis to be considered next, both the horizon-
tal and vertical tails, the tailcone, and any APU or rear-engine weight loads (if present) are
lumped into their summed weight Wi, which is assumed to be located at the corresponding
mass centroid location x,;;. The tail aero loads are also assumed to act at this point.

VVtail - Whtaﬂ + thail + Wcone [ +Wapu + Weng] (72)
xhtailWhtail + xvtailwvtail + %(mshell 2+xc0nend>Wcone [ +xaquapu + xengWeng]
Ttail = W, | (73)
tai

For the overall aircraft pitch balance and pitch stability analyses to be presented later, this
lumping simplification will not be invoked.

19



2.3.2 Tail aero loads

An impulsive load on the horizontal or vertical tail will produce a direct static bending load
on the aft fuselage. It will also result in an overall angular acceleration of the aircraft, whose
distributed inertial-reaction loads will tend to alleviate the tail’s static bending loads. These
effects are captured by the inertial-relief factor ry evaluated just to the right of the wingbox,
which takes on the two different values ry, and ry, due to the different wing inertias about
the horizontal and vertical axes. Typical values are ry, ~0.4 and ry, ~0.7, with the latter
applied only over the rear fuselage. The resulting net bending moment distributions are
shown in Figure 6, where the static case is the limit for an infinitely massive wing.

The maximum tail loads are set at a specified never-exceed dynamic pressure gz, and some
assumed max-achievable lift coefficient for each surface.

LhIIlaX = qNE Sh C’thllax (74)

LVmax = ({nE Sy CLVmax (75>
T'Mn Lh (xtail - ZE) , T > xwing

aero — e 76

(M) { Paih D (T + Trail = 2%wing) ;T < Tying (76)

Taie Lo (Ttai) — ) T > Tyin
Mv aero — v Vmax 4 ’ wing 77
( ) { 0.0 ;T < Tying (77)
[fuse/2 7nfuse/4

v = 1 — — 78

" Ifuse + Iwing Miuse T Mywing ( )

v, ~ 0.4 (79)

e =~ 0.7 (80)

static moment

. )ﬁ (clamped wing root)

.
.

»~ .

AN static moment
L]

1]

L]

N . R (clamped wing root)
inertial relief approximation 1'\ .

-

approximation
z M (x) actual moment

—

—

B L L

. . h
pitch acceleration l max

=4 ,
< S ll

ﬂ
DN \j

yaw acceleration & L Vmax

wmg mass + yaw inertia

Figure 6: Fuselage bending moments due to unbalanced horizontal and vertical tail aero
loads. The static bending moment (dashed lines) is partly relieved by reaction loads from
the overall angular acceleration.
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2.3.3 Landing gear loads

The maximum vertical load on the landing gear typically occurs in the emergency landing
case, and subjects the fuselage to some vertical acceleration N = Nj,,q which is specified.
The fuselage distributed mass will then subject the fuselage to a bending load shown in
Figure 2.

2.3.4 Distributed and point weight loads

The fuselage is loaded by the payload weight Wy, plus its own component weights Wpa44,
Wihen - - . etc. which are all assumed to be uniformly distributed over the fuselage shell length
lshen- The overall tail weight Wi,; is assumed to be a point load at x.;. With all weights
scaled up by a load factor N, plus the impulsive horizontal-tail aero load moment (76), gives
the following quadratic+linear horizontal-axis fuselage bending moment distribution, also
sketched in Figure 2.

M @) = N ”pay+”padd+[[shell+”wind0w+[[insu1+[[ﬂoor+[[seat
hilz) —
2 lshen

+ (NWtail + TMth> (17tail - [E) (81)

(stheng - ZE)Q

Expression (81) has been constructed to represent the bending moment over the rear fuselage.
Since the wing’s inertial-reaction pitching moments are small compared to those of the tail
and fuselage, the horizontal-axis bending moment is assumed to be roughly symmetric about
the wing’s center of lift at @ying, as sketched in Figure 2, so that (81) if reflected about Zying
also gives the bending moment over the front fuselage. For the same reason, the fixed weight
Wiy is assumed to be concentrated near the aircraft nose, and hence it does not impose
either a distributed load or a point load on the rear fuselage, and hence does not appear
in (81).

2.3.5 Added horizontal-axis bending material

The total bending moment My () defined by (81) is used to size the added horizontal-axis
bending area Appena(z). Two loading scenarios are considered:

1. Maximum load factor at Vi

N = N (82)

Ly = Ly (83)
2. Emergency landing impact

N = Nuna (84)

Ly, =0 (85)

The scenario which gives the larger added structural weight will be selected.
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The maximum axial stress, which is related to the sum of the bending and pressurization
strains, is limited everywhere to some maximum allowable value openg-

Ebendex(l’) = Ebend (Ebend(x) + €press) S Obend (86>
M x h use A R use
e < h(®) + 7p ! ) S Obend (87)
Lhshent + 75 Thbend (z) 2 tshen
where hfuse - Rfuse + %ARfuse (88)
Relation (87) can then be solved for the required Ihpend(=) and the associated Append ().
M z h use I she
Ipend(s) = max ( (2) Mtuse - Lhshell - ) (89)
Onn T
A R use
where Ovn = Obend — Ts el (90)
2 tehen
I en (@
Ahbend(m) - hZQd = AQ(xshellg_I)2 + Al(xtail_x) + AO (91)
fuse
N W a) W a WS e WWIH ow m/insu W oor WSE&
where A, — (Woay +Woadd +Wihen+ dow T+ 1+ Wioor + +) (92)
2 lshell hfuse Onn
NWiail + 7unLn
A = 93
! hfuse OMn ( )
Thshen
Ay = — 94
’ T h%usc ( )

The volume and weight of the added bending material is defined by integration of Appenq,
from the wing box to the location x = Tppenq Where Appenq = 0 in the quadratic definition
(91). If this quadratic has no real solution, then the inequality (81) holds for M=) =0
everywhere, and no added bending material is needed.

Two separate integration limits are used for the front and back fuselage, to account for the
shifted wing box for a swept wing. The integral for Vipena, for the front fuselage is actually
computed over the back, by exploiting the assumed symmetry of My (z) and Appena(z) about
T = Twing. Lhe wing box offset Azy,n, is computed later in the wing-sizing section, so here
it is taken from the previous iteration.

Tf = Tying + Alwing + %CO’LD (95)
Tpy = Twing — Alying + %cow (96)
Thbend
Vhbend; = / Append(z) dz

f

1
A2 g [(xshellz _xf)g - (xshellg _zhbend)g}
1

+ A B [(xtail—xf)z - (xtail—xhbendﬂ
+ Ay (Thbend—T ) (97)
ZLhbend
Vibend, = / Anbend(z) dx
Ty
1
= A g [(ﬂcshenQ _~Tb)3 - (l’she112 _mhbend)g}
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1
A= [(xtail_xb)z - (ﬂﬂtaﬂ—%hbendﬂ

+ 2
+ A (xhbend_«rb> (98)
1
Vibend, = 3 [Anbend(@s) + Anbend ()] CoW (99)
Vibend = Vibend; T Vibend. + Vibend, (100)
Whibend =  Pbend § Vhbend (101)
xthend = xwingthend (102)

2.3.6 Added vertical-axis bending material

The vertical-axis bending moment on the rear fuselage is entirely due to the airload on the
vertical tail (77), reduced by the ry, factor to account for inertial relief.

M@ = ray Ly, (Teail — @) (103)

Since the wing is assumed to react the local M, via its large yaw inertia, as sketched in
Figure 6, the moment distribution (103) is imposed only on the rear fuselage. The required
bending inertia lypena(z) and area Agpena(z) are then sized to keep the axial stress constant.
The defining relations follow the ones for the horizontal-axis case above.

Mv(x) Wtyse Ap Rfuse
EeHme:T( + — ) < Open 104
bend € (%) "\ Lyshetl + 75 Lybend () 2 tshen bend (104)
where Wryse = Rpuse + NewebWrn (105)
MV x use Ivs e
Ivbend(z) = maX( () s - hell ; O) (106)
CTR4V Tﬁ
A R use
where Omv = Obend — Ts il (107)
2 tehen
[Vbend(r)
Avpend(z) = " = Bi(va1 — ) + By (108)
fuse
L,
where B, = U (109)
Wtuse Omv
BO _ Ivshell (110)
T wf2use

The volume and weight of the added bending material is defined by integration of A,pend(z)
over the rear fuselage, from the rear of the wing box x;, up to the point x = x penq Where
Aypena =0 in definition (108).

Lvbend
vaendb = / Avbend(x) da
T

b

1
= B 3 [(xtaﬂ—fb)2 - (Itail—vaend)2] + Bo (Tybend — ) (111)
1
vvbendc = §Avbend($b) CoW (112)

23



vaend = ]}vbendC + vaendb (1 13)
Wvbend = Pbend gVVbend ( 1 14)
vaend = %(2xwing + vaend)Wvbend (1 ]-5)

For simplicity, the Wipend, Wybena Weights’ contributions to M), are excluded from (81) and
the subsequent calculations. A practical reason is that the added material does not have a
simple distribution, and hence would greatly complicate the My, (z) function, thus preventing
the analytic integration of the added material’s weight. Fortunately, the added bending
material is localized close to the wing centroid and hence its contribution to the overall
bending moment is very small in any case, so neglecting its weight on the loading is well
justified at this level of approximation.

2.4 Total Fuselage Weight

The total fuselage weight includes the shell with stiffeners, tailcone, floor beams, fixed weight,
payload-proportional equipment and material, seats, and the added horizontal and vertical-
axis bending material.

Whise = Wiax + Wapn + Whadd + Weeat
+ Wehell + Weone + Wyindow + Winsut + Whoor
+ Whbend + Wibend (116)
WWise = Wax + Wapy + IWpada + Wiear
+ WVanen + MWVeone + MWVindow + Winsut + MWaoor
+ MWVibena + WVibend (117)

2.5 Wing or Tail Planform

The surface geometry relations derived below correspond to the wing. Most of these apply
equally to the tails if the wing parameters are simply replaced with the tail counterparts.
The exceptions which pertain to only the wing will be indicated with “(Wing only)” in the
subsection title.

2.5.1 Chord distribution

The wing or tail surface is assumed to have a two-piece linear planform with constant sweep
A, shown in Figure 7. The inner and outer surface planforms are defined in terms of the
center chord ¢, and the inner and outer taper ratios.

As = /¢ (118)
N = afc (119)

Similarly, the spanwise dimensions are defined in terms of the span b and the normalized
spanwise coordinate 7).

n o= 2y/b (120)
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= by/b
= by/b

(121)
(122)

For generality, the wing center box width b, is assumed to be different from the fuselage
width to allow possibly strongly non-circular fuselage cross-sections. It will also be different
for the tail surfaces. A planform break inner span b, is defined, where possibly also a strut
or engine is attached. Setting b, =0, and ¢, =c, will recover a single-taper surface.

- ~
reference j ~
axis
| ) area
| centroid

|— == /!
| \
b, /2

b2

0 Mo Ny

Figure 7: Piecewise-linear wing or tail surface planform, with break at n;.

It’s convenient to define the piecewise-linear normalized chord function C(x).

C(n)
Co

= CWinomsdshe) =

1 ;

1+ (\—1) L
=

Ao + (A=A, s
* ( ! )1_775

0<n<mn,

Mo <1 < 1s (123)

ns<n<l

The following integrals will be useful for area, volume, shear, and moment calculations.

o
C dn
0

s
C dn

Mo

1
C dn

MNs

Tlo 02 d,r}
0

s c dy

Mo

Mo

S —m0)

1
§(>\s+>\t)(1_ns)
Mo

1
g(l—l—)‘s"f_)‘i)(ns_ne)
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1 1
/nc? dn = (2NN (1-n)

Ns 1 9

/77 Cn=n0) dn = < (1+2A)(ns=no)
1 1

| Cmnyan = Ont2n)1-n)?
s 1

/77 C* (n—np) dn = E(1+2As+3A§)(ns—no)2

1 1
[ C=n) dy = SOEE2ANABN) (1-1,)?
n

E]

2.5.2 Surface area and aspect ratio

(129)
(130)
(131)
(132)

(133)

The surface area S is defined as the exposed surface area plus the fuselage carryover area.

b/2
S = 2/ cdy = ¢,bK,
0

(134)

1
where K, = /0 C dn = n,+ %(1+)‘s)<775_770) + %(As“‘)\t)(l_ns) (135)

The aspect ratio is then defined in the usual way. This will also allow relating the root chord

to the span and the taper ratios.
b2

AR =

(136)

It is also useful to define the wing’s mean aerodynamic chord c¢,,, and area-centroid offset

AZwing from the center axis.

Cma, 2 b/2 ch
2

Co K.
b/2 K.,
Alwing = g bD/QC (y—yo) tan A dy = KC b tan A

= Twbox T+ AZwing

Twing

1
where K., = /02 dn
0
1

1
= N+ §<1+>‘8+)‘§)(ns_7]0) + §(A§+/\s>\t+kf)(1—ns)

1
Ko = /C(n—no) dn
1

(137)

(138)
(139)

(140)

= = (142X)(ns—70)% + 112(As+2At)(1—ns)2 + i(AsHt)(l—ns)(m—no) (141)

12

The wing area centroid is used in the fuselage bending load calculations as described earlier.

2.5.3 Reference quantities

The aircraft reference quantities are chosen to be simply the values for the wing.

bref = (b)wing
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Sret = () wing (143)
AR = (AR)ywing (144)
(Cma>wing (145)

Cref

2.6 Surface Airloads
2.6.1 Lift distribution

The surface lift distribution p is defined in terms of a baseline piecewise-linear distribution
p(n) defined like the chord planform, but with its own taper ratios v, and 7;. These are
actually defined using local section ¢, factors r.,, and r,,.

Yo = Tep s (146)
Yt = Tey /\t (147)
1 ; 0<n <,
"o
p];n) = P(n”?ofr]sﬂ/s:’yt) = 1 + (75— 1)775_770 ’ 770 < 77 = T]s (148)
o nN—"s
%+(%—%)1_n ; Ms<n <l

= MN=2y/b

Figure 8: Piecewise-linear aecrodynamic load p(n), with modifications at center and tip.

To get the actual aerodynamic load p, lift corrections AL, and AL; are applied to account
for the fuselage carryover and tip lift rolloff, as sketched in Figure 8. The detailed shapes of
these modifications are not specified, but instead only their integrated loads are defined by
the following integral relation.

Lwing ~ b/2
—zopdy:/()pdy+ALo+ALt (149)

The corrections are specified in terms of the center load magnitude p, and the fz,, f,
adjustment factors.

b b

AL, = fr,po Eo = fLo Do B o (150)
AL, = fr,pice = fr,PoCoVt Mt (151)
fr, ~ —0.5 (152)
fr, =~ —0.05 (153)
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2.6.2 Lift load magnitude (Wing only)

The wing’s p, center loading magnitude is determined by requiring that the aerodynamic
loading integrated over the whole span is equal to the total weight times the load factor,
minus the tail lift.

b/2 1
2 [ b dy = pob /0 Py dy + 2AL, + 2AL, = NW — (Lygai)w (154)

For structural sizing calculations N = Ny is chosen, and the appropriate value of (Lytai) v
is the worst-case (most negative) tail lift expected in the critical sizing case. One possible
choice is the trimmed tail load at dive speed, where Ny is most likely to occur.

The wing area (134) and aspect ratio (136) definitions allow the root chord and the tip lift
drop (151) to be expressed as

¢ = bEK, (155)
ALy = thpobKo’Yt)\t (156)
1
where K, = AR (157)

so that (154) can be evaluated to the following. The P(y) integrals have the form as for C'),
given by (124)—(133), but with the \’s replaced by ~’s.

Pob K, = NW — (Lpgai) N (158)
where K, = n,+ %(1“"75)(775_770) + %(’75“‘%)(1—775)
+ froto + 2f1, Ko (159)

The root and planform-break loadings can then be explicitly determined.

NW — (Lgail) ¥

- 160
P K0 (160)
Ps = DPo7s (161)
P = Do (162)

2.6.3 Surface pitching moment

The surface’s reference axis is at some specified chordwise fractional location &, as shown
in Figure 7. The profile pitching moment acts along the span-axis coordinate y,, and scales
with the normal-plane chord c¢,. These are shown in Figure 7, and related to the spanwise
and streamwise quantities via the sweep angle.

y, = y/cosA (163)
c, = ccosA (164)
V. = V, cosA (165)
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The airfoil’s pitching moment contribution shown in Figure 9 is

1
dM,, = QPVE e dy, (166)
Crny , 0<n<n,
="
e = 4 Cmot(Cng—Cm, )ns_% ;Mo < <15 (167)
n—"mns

Cms+(cmt_cms) ) 775<77<]-

1—n;

and including the contribution of the lift load p with its moment arm gives the following
overall wing pitching moment AM,;,, increment about the axis center location.

dAMing = D [CL <£ax_i)COSA — (Y—vo) tanA} dy + dM,, cosA (168)

Integrating this along the whole span then gives the total surface pitching moment about its
root axis.

AMying = (pobo +2AL) o(€x—1)

+ cos’A b p(n ({ax )
b
b tanA b/ pm)(n—mn,) dn
Mo
) b
+ 2AL; |coM: (fax )cos A — 5(1 M) tanA

+ fpVQ cos?A b Cm(n ctm)? dn (169)

Mo
A]\4'wing = pobco Mo (1+fLo>(£ax_%
1
1 2 1
+ pobe, <§ax_1) cos”"A 3 [ (1 +3 ()\s+75) + )‘5'75) (s ="o)
+ (A + 5 A + Ay (1=n4) |
tan A 1
— pobCo 15 [(14272) (1 =70)” + (3+27) (1=1)% + 3 (s +%) (0 —10) (1 =75 |

+ 2pobco fr, M {K At <§ax )00821\ — 7(1 No) tanA}

9 cos?A 1 9 9
+ 5pv 5S¢ 19 [ (Cmo (BH2X+A2) + €, (BAZH2X+1) ) (e —100)

+ (Cm, BAZF2AN A + Cm, (BAT+2X M +22)) (1—-1,)] (170)

By using the relation
Sh

ob = = V2S(C —C ) 171

p 2P K, L™ g “n (171)
equation (170) gives the equivalent pitching moment coefficient constant and Cj, derivative.

A M dC Sh
ACy, = ~bvims _ A ’”(C C) 172
Mume = To25, o T g \ T g (172)
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(C].lgzl = Ii—l){no<1+fLo)(£ax_i>

+ (gax—i) cos®A Zl’> [(1 + 5 (A7) + )\S’Ys) (15 —10)
+ (As% + 2 (Asvetshe) + At%) (1—773)]

tanA 1
K, 12

+3 (75"’%5) (775_770)<1_775)}

= [ (1+29) (s=n0)” + (ra+2%) (1—7,)°

+ 2 fr, My [Kode (Gax— 1) cos®A — L(1-n,) tanA}}

cos*A 1

ACy,, = — [ (emo (BH2X+A2) + e, (BAZ+2X,+1) ) (e —100)

K., 12

+ (Cm, BAZH2XANAHAD) + G (BA+20 0 +A2)) (1=770)]

- MN=2y/b

Sbare
+AMwing
Xwbox T~ ~ T
\\\ ‘ A
TN 0 (y—0) tan A
N N
| | Y N
| | 1
¥ | N
0 N, n; 1

Figure 9: Wing pitching moment quantities.

2.7 Wing or Tail Structural Loads

(173)

(174)

Figure 10 shows the airload p again, partly offset by weight load distributions of the structure

and fuel, producing shear and bending moment distributions.

2.7.1 Shear and bending moment magnitudes

The S;, M, magnitudes at 7, are set by integration of the assumed p(;) defined by (148),
with the tip lift drop AL, included as a point load at the tip station. The weight loading w(n)
is also included via its overall outer panel weight W, and weight moment ayW,,;, which
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_ s, Engine weight alternative
to strut force R

structural box

Figure 10: Aerodynamic load p) and weight load w(n), with resulting shear and bending
moments. An optional strut modifies the shear and bending moment as indicated.

are typically taken from a previous weight iteration.

b 1
’Ss = 5 P d’f] + ALt - NWout
MNs
Pob
= = (st (=ng) + ALy — NWou (175)
b? 1 b
Ms - Z p(n) (77_775) dT] + ALtg(l_ns) - NAyWout
Ns
Do b? 9 b
- 24 (78"’_2'716)(1_778) + ALt§(1—775) - NAyWout (176)

Similarly, the S, and M, magnitudes at 7, are obtained by integrating the inner loading
p(n), and adding the contributions of the strut load vertical component R and the spar

31



compression component P. The latter is applied at the strut attachment point, at a normal-
offset distance ng, as shown in Figure 10.

b (s
So: SS_R_F* p(n)dn—NVan

2 Jno
Do b
== Ss - R + 4 (1+78)(775_770) - NVVinn (177)
b b2 s
Mo = My =P, + (S =R) 5 (s =10) + 7 [ poo) (1=100) dnp — N 24Winy
MNo
b pon 2
= M, —Pn,s + (55—73)5(773—%) + 24 (1427) (s —10)" — N ayWiny (178)

2.7.2 Outer surface shear and bending moment distributions

Rather than obtain the exact S() and M) distributions by integration of the assumed p),
S, and M, are simply scaled with the appropriate power of the local chord.

2

Sm = S, (f) ., ms<n<1) (179)
3

Mm) = M, (C) ., s <n<1) (180)

These approximations are exact in the sharp-taper limit \;, 7, — 0, and are quite accurate for
the small )\; values typical of transport aircraft. Their main error is to slightly overpredict
the loads near the tip where minimum-gauge constraints are most likely be needed anyway,
so the approximation is deemed to be justified. Their great benefit is that they give a
self-similar structural cross section for the entire cantilevered surface portion, and thus give
simple explicit relations for the cross-section dimensions and the surface weight.

2.7.3 Strut or engine loads

The vertical load R applied at location 7, can represent either a strut load, or an engine
weight. The two cases are described separately below.

2.7.4 Inner surface shear and moment — strut load case

In principle, both the strut anchor position 7, and the vertical strut load R can be optimized
so as to achieve some best overall aircraft performance objective. A complication here is that
multiple load conditions would need to be considered during the optimization, since a strut-
braced wing optimized for a straight pullup case may not be able to withstand significant
downloads, or may be too flexible in torsion and be susceptible to flutter. To avoid these
great complications, it is assumed here that the strut is prestressed so as to give equal
bending moments at the ends of the inner panel in level flight. The particular R which is
then required in level flight is determined from (178).

M, = M, — Pny (assumed) (181)
N
R p12 (14+275)(ns—1n0) + Ss (182)
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Referring to Figure 10, this required R then gives the projected strut tension 7 and the
inner-wing projected compression P loads from the strut front-view geometry.

b2
b=\ (1)
T = R" (184)
b/2
P = R4, (155)

The applied vertical load (182) implicitly contains the strut’s own weight, although this is
immaterial in the present formulation. The associated strut tension force (184) which will
be used to size the strut cross-section will still correctly give the maximum strut tension at
the wing strut-attach location.

Although the inner shear and moment distributions can be obtained by integrating the inner
loading p(n) and including the contribution of the strut tension, these inner S() and M) are
not appropriate for sizing the inner wing structure at each spanwise location, since buckling,
torsional stiffness, etc. typically come into play here. Instead, the inner wing structure will
be sized to match the S, and M values.

2.7.5 Inner surface shear and moment — engine load case

For the case of an engine attached at location 7, the vertical load R is simply the engine
weight times the load factor N. The new inner wing compression load is zero in this case.

R = N Weng/Neng (186)
T =0 (187)
P =0 (188)

The wing root shear and bending moment S, and M, are then obtained immediately from
(177) and (178). Unlike in the strut case, these root loads will in general be greater than S
and Mg, so the inner wing panel structural elements need to be sized accordingly.

2.8 Wing or Tail Stresses
2.8.1 Normal-plane quantities

The wing and tail surface stress and weight analyses are performed in the cross-sectional
plane, normal to the spanwise axis y, running along the wing box sketched in Figures 7
and 10. Together with the normal-plane coordinate and chord relations (163) and (164), the
shear and bending moment are related to the corresponding airplane-axes quantities and to
the sweep angle A as follows.

S, =S (189)
M, = M/cosA (190)
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2.8.2 Wing or tail section

The assumed wing or tail airfoil and structural box cross-section is shown in Figure 11. The
box is assumed to be the only structurally-significant element, with the slats, flaps, and
spoilers (if any), represented only by added weight. It is convenient to define all dimensions
as ratios with the local normal-plane chord ¢, .

7 hW [0).¢
ho= (191)
C,
@ o= b (192)
Cy
n tca
fpp = 2P (193)
C,
- twe
tweb b (194)
Cy
Lcap Afyel
77 E T
(/ é rh}ﬁox\ hbox Tweb | |[= (/ B =
-y | R P

A
'_
\j

Figure 11: Wing or tail airfoil and structure cross-section, shown perpendicular to spar axis.
Leading edges, fairings, slats, flaps, and spoilers contribute to weight but not to the primary
structure.

The maximum height hypox at the box center corresponds to the airfoil thickness, so that h
is the usual “t/¢” airfoil thickness ratio. The height is assumed to taper off quadratically to
a fraction 7y, at the webs, so that the local height h() is

h(f) = hwbox [1 - (1—7°h)€2} (195)

where £ = —1...1 runs chordwise over the sparbox extent. Typical metal wings and airfoils
have w ~ 0.5, r, ~ 0.75, although these are left as input parameters. For evaluating areas
and approximating the bending inertia, it’s useful to define the simple average and r.m.s.
average normalized box heights.

_ 1 1 - 1
hove = — heydé = h|1——=(1— 1

e = = [ hods = R|1-g(1-m)] (19
R 1/1h2 de = 712[1—2(1—7" o ?] (197)

The areas and the bending and torsion inertias, all normalized by the normal chord, can
now be determined.

_ Afpe B _ _ _
Afuel = Cf2 l = (w - 2tweb)(havg - thap) (198)
n
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Aap = Z52 = 2w (199)
i

Avp = 5% = 2Lrh (200)
CJ_

T [cap _ w 7,3 7 n 3

lop = 38 = 55 [Py = (Prms—2eap)?] (201)

_ Lo tweb T2 3 _ )

Iweb - 4b - bk < Icap (typlcaHY) (202)
ct 6

T 4__twe 2Bav _Eca 2

GJ] = (’LU_ b) ( g_ i P) (203)
2rhh tcap + 2w_tweb
C:wcbfwcb Gcapt_cap

2.8.3 Outboard surface stresses

The wing or tail surface outboard of the strut-attach location 7, is a simple cantilever, whose
local shear and bending stresses can be obtained explicitly.

S, S, 1

= _ o 204
Tveb Aweb Ci 2 Zfwebs h ( )
hW 0OX 2 hw oxX 2 6}_l 1
Ocap = ML b / ~ ML b / _ -/\/;L i _ _ (205)
Icap + 75 Iweb ]cap ¢l w hgms - (hrms_ 2tcaps )3
Eye
e = Es (206)

With the assumed triangular chord distribution (123), and the simplified shear and bending
moment distributions (179) and (180), the shear and bending stresses become

S, 1 1
b = — — _ 207
Tweb c? 2tyen, Th h cos? A (207)
M, 6h 1 1
= o B 208
Tcap 3w 3 — (hems—2leap, ) cost A (208)

which are spanwise constant across the outer wing. This great simplification was the major
motivator behind assuming the simple triangular planform and loading and the chord-scaled
shear and moment (179), (180) for the outer wing. The optimally-sized wing sections at all
spanwise locations then become geometrically self-similar, and only one convenient charac-
teristic cross-section, e.g. at the strut-attach location 7y, needs to be sized to fully define
the outer wing’s structural and weight characteristics.

For a wing or tail surface without a strut, the outer surface constitutes the entire surface.
In this case, the strut and inner-surface sizing below is omitted.

2.8.4 Inboard surface — strut case

The inboard surface structure is defined by its two end locations 7, and 7, with linear
material-gauge variation in between. The shear webs of the inner surface are assumed to be
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dominated by torsional requirements rather than bending-related shear requirements. Hence
the inner panel is sized for the shear distribution shown dashed in Figure 10, defined by the
strut-attach value S;.

§/o = &
g1
2 2tyen, Th b cos? A

(209)

Tweb (210)
Similarly, the inner panel bending stiffness must not only withstand the normal-flight bending
loads, but also landing downloads and buckling loads from the strut compression. Hence,

the sparcaps are sized to the linear bending moment shown dashed in Figure 10, and defined
by the end values M, and M.

With the strut assumed to be attached to the bottom sparcap at ns=~h/2, the strut’s com-
pression load P cannot influence the compression stress on the top sparcap. An equivalent
alternative view is that the offset-load bending moment reduction —Pny is cancelled by P’s
own added compression stress. In any case, P does not explicitly enter into the sparcap siz-
ing, provided M is positive everywhere on the inner panel, which is a reasonable assumption
for a structurally-efficient wing. Hence, the strut-attach outer moment M, is used for sizing
the bending structure of the inner panel.

M = M, (211)
M’ 6h 1 1

ca 2 — = — — 212

Teap cd w hd g — (hems—2tcap,)® cost A (212)

2.8.5 Inboard surface — engine case

In the case of an engine mounted at 7,, the root shear is simply offset by the single-engine
weight, as shown in Figure 12.
R = NWeng/Neng (213)
P =0 (214)
The root shear and moment S, and M, are then given immediately by (177) and (178). The

root web and cap stresses are then obtained with the same relations (207) and (208) used
for station 7.

S, 1 1

Teb = 2 2tyen, Th h cos? A (215)
M, 6h 1 1
» = _ _ 216
Ocap 3w hde — (hams—2leap,)? cost A (216)
2.8.6 Strut
The full strut length ¢, and full tension 7, are determined from the strut geometry.
b* (1s—1,)
by, = 24— 217
* \/ZS * 4 cos?A (217)
£s
=T (218)



- N=2y/b

0, n, 1
Figure 12: Surface loads modified by load R equal to engine weight attached at 7;.

The strut stress is then simply related to 7, and the strut cross-sectional area Agut.

T,

Ostrut =
Astrut

(219)

2.9 Surface Weights

2.9.1 Surface material volumes and volume moments

The surface structural weight is obtained directly from the total volume of the caps and webs,
and the corresponding material densities. The volume V of any element of the swept surface
is computed using the element’s normalized cross sectional area A, and the local streamwise
chord c(n). The volume xz-moment offsets az) from the center box are also computed for
mass-centroid calculations. The volume y-moment offsets ay) from y, or y, are computed
for their contributions to the structural shear bending moment (175) and (176).

dy b dn
d = = — 220
e cos A 2 cosA (220)
A = A = A cos® A (221)
b oo
V = /A dy, = 5/1402 cos A dn (222)
Vol
sV = [Ar—zwe) dy. = 7 [ At (n—ny) sin A dy (223)
Vol
Y = [A-u) dy = 5 [ A (-n,) cosh dy (224)

37



Using the assumed three-panel chord distribution (123), the unit-area (A =1) volume and
volume moments evaluate to the following for each of the three panels of one wing half.

VCGH -

Vinn
Vout
AIVinn

Al’Vout

Ay}}inn

Ay))out

b [mo b
Z dn = 2= o

b [, 5 b )
5/ c cosA dn = 6(1+/\ +A3)(ns—no) cos A
Mo
b 1, 5 b
5/ ¢ cosA dn = 6 (A2 AN+ A2) (1—1) cos A
b - ) bV 2 2 o
s c”(n—mn,) sin A dn = 004—8 (14 2X+3X2)(ns—n,)” sin A
b? 5 b
1 & (n—n,) sinA dn = ¢ Z8(A2’+2A A+322)(1—1n,)? sin A
b2

+ ¢ 75 (A8 Ah + A0) (s =n0) (1—n,) sin A
b2 MNs 9 . b2 9 5
*/ & (n—no) sin A dn = ¢ — (1 + 2\ +3X2) (s —1,)* cos A
4 Tlo 4:8
b2

b2
¢ (n—ns) sin A dn = & — (A2+2 A\ +3)7)(1—1;)? cos A

4 ? 48

2.9.2 Surface weights and weight moments

(225)
(226)
(227)

(228)

(229)
(230)

(231)

For the structural sizing calculations it’s necessary to determine the contributions of the
structure and fuel separately for the inner and outer panels. These are calculated by applying
the material densities and actual area ratios to the unit-area volumes calculated previously.

1 Acapo + Acaps )\z

Acop, . =

Pinn 1 + )\g
i Awebo + Awebs /\g
Aweb =

inn 1 + Ag

Wscen - _pcap Acapo + Pweb Awebo}gvcen

Weinn = Pcap Acapinn + Pweb Awebinn} g Vinn
ALUI/Vsinn = _pcap Acapinn + Pweb Awebinn] g A:L'Vinn

N

AyI/Vsinn = | Pcap cap;,, + Pweb Awebinn gAyVinn

Wsout = _pcap Acaps + Pweb Awebs}g Vout

A-:d/Vsout = _pcap Acaps + Pweb Awebs}g A:Lvout
Ay‘/vsout = | Pcap Acaps + Pweb Awebs} g Ay]}out

chen = Pfuel Afuelo g Vinn

A o Afuelo + Afuels )\g
fuelinn, — 1 + )\2
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Wﬁnn = Pfuel Afuelinn g Vinn
AQZI/I/vﬁnn = Pfuel Afuelirm g A'Zvinn

Ay‘/vﬁnn = Pfuel Afuelinn g Ay]}inn

Wfout = Pfuel Afuels g Vout
Aajvvfout = Pfuel Afuels g Ax]}out

(

(

(

(

(
MWiont = Pruel Atuely 9 5V out (
Assuming chord?-weighted average areas A;,, over the inner panel is deemed to be adequate
for approximating the material and fuel volumes, since A, and A, will be very similar for
any reasonable wing/strut configuration, and in fact are equal for the small taper ratio
cantilevered wing case like for the outer panel.

The total structural wing weight and xz-moment is obtained by summing the weights for
all the panels for the two wing halves, with added wing weight accounted for by the fyaqq
fraction components.

fwadd = fﬂap + fslat + faile + flete + fribs + fspoi + fwatt (249)
Wwing == 2 (Wscen + Wsinn + Wsout) <1+fwadd) (25())
A-ﬂ/Vwing = 2 (MWsinn + A-ﬁ/vsout) (1+fwadd) (251)

The maximum (volume-limited) wing fuel weight and z-moment is computed the same way.

meax = 2 (chen + Wﬁnn + Wfout) (252)
meax = 2 (MWﬁnn + A"L{/Vfout> (253)

This can be modified if only some of the wingbox volume is chosen to hold fuel.

2.9.3 Total panel weights

The wing structural shear and bending moment relations (175) — (178) require the weights
and weight y-moments of the individual wing panels. These are assembled by summing
the structure’s and maximum fuel’s weight contributions derived previously, with the latter
simply scaled by the max-fuel usage fraction rgyax.

quel

R (254)
Winn = Wainn(1+ fwadd) + Tmax Wnn (255)
Wout = Wiaout(1+ fwadd) + Ttmax Wiout (256)
MWing = 8Weinn (14 fwadd) + Tmax 8Winn (257)
MWout = 8Wsout (14 fvadd) + Tomax 89Wsout (258)

Using a single 7., value assumes the partial fuel load is uniformly distributed percentage-
wise in all the available volume. Of course, rq,a, could be varied between the panels to reflect
other fuel distributions.
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2.9.4 Strut weight

The weight of the strut is computed directly from its cross-sectional area and total length
for the two sides.

Wstrut = Pstrut gAstrut 26@_ (259)
b
A'ﬂ/Vstrut = Z (773 _770) tan A Wstrut (260>

2.9.5 Wingbox component weights

The overall sparcap and web weights for the entire wing can also be determined, although
these are merely informative and are not needed for any other calculations.

Weap = 20eap 9 [Acap, Veen + 3 (Acap, + Acap, ) Vinn + Acap, Vou| (261)
Wweb - 2pwebg [Awebovcen + %(Awebo _'_Awebs)vinn + Awebsvout} (262)

2.9.6 Tail surface weight

All the wing wing stress and weight analyses above apply equally to the vertical and hori-
zontal tail surfaces, with the appropriate span and load definitions. It is assumed that no
strut is used, so that

Cs, = Co, (263)
b, = b (264)

Sh Oh

and likewise for the vertical tail. The main difference is the derivation of the root loading
magnitude p,, which is set by the maximum design loads at gz, defined by (74) and (76).
Specifically, we have

2

Ly,
oy = max 265
Fon b 1+ (265)

where the (), subscript denotes the horizontal tail/ The same relation is used for the vertical
tail. Gravity and inertial loads are neglected here, since for tails they are typically much
smaller than the airloads at qyz. Of course, they could be included as was done for the wing.
With the tail p, values defined, the structural-box sizing and weight estimation proceeds
using the same relations as for the wing, starting with S,. The vertical tail is treated by
assuming its mirror image exists, so that the b value in (175) and (176) is actually twice
the actual vertical tail span. No other adjustments need to be made. The net result is the
overall horizontal and vertical tail weights, and tail weight moments.

— Whiail (266)
= Witan (267)
— AWhtail (268)
= AW (269)
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2.10 Engine System Weight

The bare engine weight Wepae is calculated using an assumed dependence on the engine
design core mass flow rp, overall design pressure ratio OPRp, and the design bypass ratio
BPRp. The added weight Weaqq, specified via the empirical fraction fe..qq, accounts for the
fuel system, accessories, and miscellaneous related equipment.

Webare = TNeng V[/;l (mDa OPRDa BPRD) (270)
Weadd - Webare feadd (271)
The bare weight function W,, has been calibrated with listed weights for existing turbofans,

as described in the related document Turbofan Weight Model from Historical Data.

The nacelle plus thrust reverser weight is calculated using an assumed dependence on the
engine fan diameter d¢, LPC diameter dj,., and the nacelle surface area Space,, the latter
being specified by the empirical area ratio rgyace relative to the fan area.

™

Shacer = Tsnace 7 0 (272)

Aitet: = 0.4 Space, (273)

Afancowl = 0.2 Snace; (274)

Aexn = 0.4 Space, (275)

Acorecom = 3.0md} (276)
W,, = (2.5+0.0238d;) At + 1.9A0n cont

+ (2540.0363df)Aexn + 1.9Ac0mecomt (277)

Whace = Teng Wh, (d, dipe, Snace,) (278)

The nacelle weight function (277), shown in Figure 13, was obtained from the historical
data fit derived in reference [18], in which the areas are in square feet, dy in inches, and the
resulting W}, is in pounds. The 40/20/40 split of Syace, into the inlet, fan-cowl, and exhaust
fractions is assumed here. Also assumed is that the core cowl length is 3.0 times the LPC
diameter dip..

The pylon weight Wyion, specified via the empirical fraction fuyon, accounts for the pylon
and other mounting structure.

Wpylon = (Webare + Weadd + Wnace) fpylon (279)

The total engine system weight and weight moment is then defined as follows. The engine
weight fraction is also defined, and is used in the overall weight iteration procedure.

Weng = Webare + Weadd + Wnace + Wpylon (280)
xWeng = Teng Weng (281)
Weng
eng = T 282
J ¢ Wiro ( )
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Figure 13: Nacelle weight per area versus fan diameter, as given by
equations (272)—(277), with Acorecowl = 0.25 Shace; assumed here.

2.11 Moments and Balance

Weight moment and aerodynamic moment calculations are used to size the horizontal tail to
meet stability or trim-limit requirements, to determine allowable CG limits, and to determine
the required pitch-trim tail lift.

2.11.1 Overall weight moment

The overall flying weight is summed as follows. Partial payload and partial fuel are specified
with the arbitrary 7., and 7. ratios relative to maximum design values.
W - Tpapray + TfueIquel
+ quse + Wwing + Wstrut + Whtail + thail
+ Weng + Whpesys + VVlgnose + VVlgmain (283)

The partial passenger payload distribution in the cabin is specified by the parameter &p,,
which can take on any value 0...1. Specific instances are

0.0 , passengers packed towards the front
Cpay = 0.5 , passengers centered in cabin (284)
1.0 , passengers packed towards the back

This then determines the passenger payload weight centroid xpay.

Lcabin = %('xshelll + wshellg) (285)
lcabin - Tshell, — Lshell ¢ (286)
Tpay = Lcabin + lcabin (gpay - %) (1 - Tpay) (287)
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Note that with a full passenger load, 7,y =1, the mass centroid is always at the center point
Zcabin, regardless of &,ay. The overall aircraft weight moment is then computed as follows.

W = Tpay TpayWhay

T'fuel (I'Wbofouel + A1{/Vfuel)
WV fuse

waowaing + A;L,V[/wing
waosttrut + A:d/vstrut
Tutait Whtait + 22Whtait
xvtaiIthail + A:ﬂ/Vvtail

v, eng

Thpesys Whpesys

Tlgnose I/Vlgnose
Tlgmain I/I/Igmain (288)

e T

The aircraft CG location then follows.

(289)

ICG:

av
W

2.11.2 Overall aerodynamic moment

The overall aerodynamic pitching moment about the origin comes from the wing, the hor-
izontal tail, and the fuselage. For simplicity, the wing root chord c, is used here as the
arbitrary reference moment arm. The more traditional m.a.c. will be used to define the
static margin.

M Twhox Sh
o =2  _ o (me _ ><c _ She >
%p‘[cho o T ! Co L g in
Sh Coh Coh Lhbox Sh
g Cmme (co by = = >SCLh
CMV
+ gt (G ) (200)

and CMV, and Cr,,,, give the fuselage’s pitching moment volume dependence on aircraft
Cr.

M, fuse
3PV2

= CMVf = CMVfl (CL_CLMf()) (291)

From slender body theory, a fuselage of volume V¢ isolated from the wing has

M

8Mf/8CL 2Vf
MV = ———~ ~ 2
CMVs, 4..5¢, dC;, /da (203)
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but this will typically be considerably modified by the interaction with the wing. Regardless,
the aircraft center of pressure (or lift centroid) is given as follows.

_ _%Cn (294)

Tep =
Cr

2.11.3 Neutral point

The neutral point is estimated by first translating the aerodynamic pitching moment (290)
to some arbitrary reference x location.

Cn(z) = Cn(0) + 2 (295)

CO
The neutral point is the x location which makes (295) stationary with respect to C, or

ac, oo, "o 0 (296)
Tnp = —Co ?}C(;TZ (297)
e 028 (- s - 220
+ (conCmn, — xhbox)%%%;
- g (208)

The tail lift-curve slope is based on the combination of finite-wing theory using the surface
aspect ratios, infinite swept-wing theory using the wing and tail surface sweep angles A and
Ay, and a specified downwash derivative de/da at the tail, all corrected for compressibility

using the Prandtl-Glauert factor /1 — M2.

V1—M2 +2/AR 1—M2) + tan?A
oL, _ LH/AR JUM2) ¥ tan (1 dg) (299)

oCr, V1= M2 +2/AR, \/(1-M2) + tan’A,,

2.11.4 Pitch trim requirement

Every operating point must meet the requirement of pitch trim, which is equivalent to the
centers of weight and pressure coinciding. This is enforced by requiring that the following
total-moment residual is zero.

w o e, C

RM(xWboxaShacLhaCLanuelarpayagpay) = Tog — Tep = W CLm =0 (300)

The argument list of the residual indicates the variables which have the strongest influence
on pitch trim.
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2.11.5 Pitch stability requirement

An aircraft must also have some minimum amount of static pitch stability, which means
that the rearmost center of gravity must be ahead of the neutral point by the static margin
fraction fg, of the mean aerodynamic chord. This is met when the following stability residual
is zero.

Rsh(gjwbmmSharfuelyrpayvgpay) = Toe — Tap + fouCan = 0 (301)

The argument list indicates the variables which have the strongest influence on pitch stability.

2.12 Horizontal Tail Sizing

The horizontal tail area can be sized by a number of alternative requirements, described
below.

2.12.1 Specified horizontal tail volume

This is the simplest approach. The pitch stability margin or pitch damping requirements
are assumed to be quantified by the horizontal tail volume,

lh = Thtail — Twing (302)
S Iy
Vi = = 303
" S Cmac ( )

which when specified gives the necessary Sy,. Defining the tail arm from the center of wing
centroid is simpler than using the wing’s aerodynamic center, and is reasonable for these
rather simple sizing relations.

2.12.2 Design-case: Horizontal tail sizing and wing positioning

For the design case, both Sy, and xypox are determined so as to drive the pitch trim and
stability residuals (300) and (301) to zero simultanecously. Their remaining arguments are
set for the appropriate worst-case situations:

RM (waoxy Sh ) (CLh)mim (CL)maxa (rfuel)fwda (rpay)fwda 0) =0 (304)
Rsh (waoxa Sh ; (Tfuel)afm (rpay)afta 1) =0 (305)

Specifically, for the pitch trim residual (304) the most-forward CG and most-negative flaps-
down wing airfoil ¢,,, at maximum flight Cj, are assumed. For the stability residual (305)
the most-aft CG is assumed. The 7p,, values which give the extreme forward and aft CG
locations are obtained by solving the extremizing relation

aR]\/]

OTpay

=0 (306)

which is a quadratic for rp,y. It is solved twice, with &,y =0 chosen to give (7pay)fwa, and
then &,y =1 chosen to give (rpay)ae- Zero fuel, or rqe = 0 is assumed for both cases, as
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this typically gives the most extreme CG locations together with the worst-case payload
distributions.

The two residuals (304) and (305) are simultaneously driven to zero by varying the wing
position ZTynex and the horizontal tail area Sy, by solving the 2x2 Newton system. The four
Jacobian elements are readily calculated.

BEBLS}]YI 8i7§xx 5Sh RM
ORs,  ORs, - (307)

55, Tawner |\ OTwbox R

This system is converged in every cycle of the overall aircraft weight iteration, so that the
final aircraft is trimmed and stable to within the specified limits.

2.12.3 Off-design case: Horizontal tail lift setting

For off-design calculations where the wing location and horizontal tail area are fixed, pitch
trim is achieved by adjusting Cr, . The pitch-trim residual (300) is therefore again driven to
zero, but this time with a Newton step on Cp,,.

OR 1 S S
8CLA: - HL _<COO7’TL1 - waox)§h + (Cohcmhl - xhbox)gh (308)
Ru

(CLh>new = CLh - m

(309)

2.13 Vertical Tail Sizing

The vertical tail area can be sized by four alternative requirements, described below. In
practice, any or the maximum value could be chosen.

2.13.1 Specified tail volume

This is the simplest approach. The yaw stability or yaw damping requirements are assumed
to be quantified by the vertical tail volume,

lv = Tvtail — Twing (31())
Sy 1y

v, = b 311
= (311)

which when specified gives the necessary S, .

2.13.2 Vertical tail sizing via engine-out yaw power

An alternative is to size the vertical tail area S, so that it can achieve yaw trim with one
engine out. The requirement is

Qmin Sv lv CLveng out — (Feng + QminCDengAeng) yeng (312)
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where gy is the minimum takeoff dynamic pressure, Cr,.,, ... is the maximum lift coefficient
of the vertical tail with some yaw control margin, F,e is the thrust of one engine, Cpeng is
the drag coefficient of a windmilling engine with reference area Aeng, and Yen, is the lateral
distance of the outermost engine from the centerline.

2.13.3 Vertical tail sizing via yaw acceleration authority

Another alternative is the requirement of obtaining a required yaw acceleration 7,q, which
for example might be needed to align the aircraft with the runway just before touchdown in
a crosswind landing. The requirement is

Gmin Sv lv C(LvyaW = T;ﬂ (313)

where I, is the aircraft yaw inertia. The specified vertical tail lift coefficient Cf, , = for this
maneuver would be close to the maximum stall value with some reasonable safety margin
from stall.

2.13.4 Vertical tail sizing via sideslip trim authority

Yet another alternative is the requirement of maintaining yaw trim at some maximum sideslip
angle (.« which the aircraft is to be able to safely sustain. This requirement is

_ OV

SV lv CYLVs,ideslip a/B ﬂmax (314>
CNV;
= o (315)

where CNV; = N¢/q.. is the yaw moment volume, in which N is the (destabilizing) fuselage
yaw moment. In the estimate (315), which follows from slender-body theory, V; is the
fuselage volume.

The sideslip vertical tail lift coefficient in (314) must allow for some margin A(Cr, )max from
the maximum value,

CLVsidcslip = (OLv)max - A(CLV)max (316)

so that there will still be sufficient residual yaw stability. Here we must further recognize
that the vertical tail in the sideslip condition will have some negative (opposing the steady
lift) rudder deflection, which in general will reduce maximum lift. This can be estimated
from the linearized relation

(CLv)max = (CLv)maXQ + (CLV)maX5 57« (317)

where, for example, for the representative NACA 0012 jet transport tail airfoil at Re = 107,
M, = 0.3, Ngi = 1 we have the following estimates from XFOIL.

(Cry)maxe =~ 1.7 (318)
(Cry ) maxs 0.03deg™* (319)

12
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The rudder deflection itself can be estimated from

oCy, aCy,
Clvisetn = o Bmax + —= 0 320
L sideslip 8/8 /6 a(sr ( )
where we further estimate the stability and control derivatives from 2D airfoil coefficients
with compressibility and sweep corrections.

(9C’LV _ anv 1 1 (321)
o Oa \[1-M2 +2/AR, \/(1- M2) + tan®A,
OCLV _ 8Cgv 1 1 (322)
o 06\ J1-M2 +2/AR, \/(1-M2) + tan’A,
Typical values for the incompressible 2D coefficients are
an -1
— ~ 0.11d 323
a eg (323)
an 1
>~ 0. 324
5 0.07 deg (324)

which were also obtained from XFOIL.

It’s useful to note that for a yaw-stable airplane we must have 9(N,+N¢)/93 > 0, or more
specifically the vertical tail’s positive (stable) yaw derivative must overpower the fuselage’s
negative (unstable) yaw derivative. In this case a positive fya, must produce a negative 0,
in equation (320), which will decrease (CL, )max as given by (317).

In a typical sizing case, the procedurally simplest approach is to simultaneously solve equa-
tions (314) and (320) for the two unknowns S, and d,, using the other equations to replace
the various other unknowns ultimately in terms of the specified Syax and A(CL, )max, and
the various known airfoil coefficients.

2.14 Dissipation (Drag) Calculation

2.14.1 Power-based formulation

The performance calculations used here are based on the power balance and dissipation
analysis of Drela [12]. In brief, the usual streamwise force balance equation in constant-
velocity flight is replaced with the power balance relation

FV., = DV, + Wh (325)

where h is the climb rate, F is an effective thrust, and D is an effective drag. These
two effective forces are actually defined in terms of the net propulsive power and the net
dissipation and vortex kinetic energy loss rate.

FV, = Pr,+Pu, + P, — Pt + migalV’ (326)
Dvoo = (I)surf - PV + (I)wake - PVW + (I)vortex (327>

surf

ake
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The advantage of this power-balance approach is that it naturally handles the presence of
boundary layer ingestion (BLI) without the ambiguities or complications which arise with
a force-balance approach. If no BLI is present then the two approaches become entirely
equivalent, and F, D become the conventional thrust and drag. The BLI accounting is
described in more detail in the separate document “Power Accounting with Boundary Layer
Ingestion”. Only the relevant results will be used here.

The disspation and power loss terms in the above power equations are used to define the
following convenient coefficients.

(I)surf - PVsur + (Dwake - PVWaL o
Cp, = %fpwws k (328)
(bvortex
Cp, = ——— = (Cph, 329
D; %pw‘/;gs D; ( )
DV,
2170 oo

As with “F” and “D”, the “Cp” notation is used as a reminder that if there is no BLI, the
above definitions reduce to the conventional drag coefficients and the primes can be simply
dropped in that case.

In the following subsections, the various contributions to the overall power-loss coefficient

7, will be computed. Most of these rely on traditional drag models and terminology, hence
the “Drag” label will be used in the sections titles, mostly out of habit. As a useful indicator,
the prime ()’ will be retained only for those contributions which are potentially influenced by
BLI. Unprimed contributions will thus also correspond to the conventional drag coefficients.

2.14.2 Fuselage Profile Drag

The fuselage profile drag is determined by an pseudo-axisymmetric viscous/inviscid calcu-
lation method, which is described in the separate document “Simplified Viscous/Inviscid
Calculation for Nearly-Axisymmetric Bodies”. This gives reliable viscous flow and fuselage
drag predictions for any reasonable fuselage shape, without the need to rely on effective
wetted area or fineness-ratio correlations.

The method requires the geometry to be specified in the form of a cross-sectional area
distribution A(z) and also a perimeter distribution by(z), shown in Figure 14. For a round
cross-section these are of course related, but to allow treating more general fuselage cross-
sections, they are assumed to be specified separately. The cross section sizes and shapes can
vary along the body, provided the variation is reasonably smooth.

The cross-sectional area over the center cylindrical portion is A, which has already been
defined by (6). This also defines the radius of the equivalent round cylinder.

Afuse

™

Ry = (331)

The equivalent radii over the tapering nose and radius are then defined via the following
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Figure 14: Fuselage defined by cross-sectional area A(z) and perimeter by(z) distributions. Vis-
cous calculation produces displacement, momentum, and kinetic energy areas A*, ©, ©* ().

convenient functions.

r T T aql/a
blend; —
Rcyl 1-— <en1> ‘| y Tnose < T < Tblend;
L Tplend; — Lnose
R = Ry s Tblend; < T < Tblend, (332)
B b
& — Tplend
Reyi | 1— (mz) » Thlendy < T < Ttail
ZLend — Thlend o
~ 1.6 (333)
b ~ 2.0 (334)

The xpjend, and Tpjend, locations are the nose and tailcone blend points, and do not necessarily
have to be exactly the same as the zgpen, and xghen, locations which define the loaded pressure
shell. Likewise, x.nq is the aerodynamic endpoint of the tailcone, and is distinct from its
structural endpoint Zconena- The a and b constant values above give reasonable typical
fuselage shapes.

If the fuselage is nearly round, the necessary area and perimeter distributions follow imme-
diately.
Aw) = 7R@? (335)
bo(z) = 2mR(z) (336)

This would be suitably modified for non-circular cross-sections.
With this geometry definition, the viscous/inviscid calculation procedure provides the mo-
mentum and kinetic energy area distributions along the body and wake,

{@(s) , @*(s)} = ffexcr F(Moo, Reg ; A(:v), bo(ac)) (337)

where F denotes the overall viscous/inviscid calculation procedure, and f;_, > 1 is an

excr
empirical factor to allow for fuselage excrescence drag sources.

Specific values of interest are the momentum area ©y.. at the wake numerical endpoint
Swake, the far-downstream momentum area ©_, and the kinetic energy area O, at the body

20



endpoint or trailing edge.

6Vvauke = G(Swake) (338)

Hug = & [H(Swake) + 1+ (y—1)M2] (339)
Ue (Swake) Have

@oo = @Wake <€‘/:V:ike> (340)

O = O%(sm) (341)

Equation (340) is the Squire-Young formula, with H,y, being the average shape parameter
between the end of the wake and far downstream.

The fuselage surface + wake dissipated power in the absence of BLI is then evaluated as
follows, consistent with the usual wake momentum defect relations.

_ Cbsurf - PVSM- + q)wake - P)VWa o .
Cp,... = %;mvofs k (without BLI) (342)
D 20
C/ = = = == ithout BLI 343
Drtyse %pmv;gs S (Wl ou ) ( )

If BLI is present at or near the trailing edge, the upstream boundary layer and corresponding
surface dissipation ®g,¢ will be mostly unaffected. But the viscous fluid flowing into the
wake is now reduced by the ingestion fraction fBLIf, so that the wake dissipation ®y.. will
be reduced by the same fraction. This then gives the following overall fuselage dissipation
coefficient for the BLI case.

(I)surf_PVSHrf + ((I)wake_PVWake)(l_fBLIf)

Chpee = VIS (with BLI) (344)
CYL)fuse = CDfuse - C(I)wake fBLIf (Wlth BLI) (345)
20 O
where Cop . = TOO — STE (346)

2.14.3 Wing Profile Drag

The power dissipated in the wing’s surface and wake for the non-ingesting case defines the
wing’s profile drag coefficient.
(I)surf_PV + q)wake_PVW

Choing = S“%r;oovogs o (without BLI) (347)

Any ingestion of the wing boundary layer is captured by the ingestion fraction fg,,,, in the
same manner as for the fuselage.

= Oy = Copueforiw (with BLI) (348)

wake = 7ﬁq’wake CD (349>
0.15 (350)

Dwing

where Cs

wing

12

s

wake
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The wake dissipation is assumed here to be 7, =15% of the total airfoil dissipation, which
is typical of optimized modern transonic airfoils.

The actual calculation of Cp,,  is via the drag using infinite swept wing theory, which also
gives the lift in term of the perpendicular-plane velocity V, and lift coefficient ¢, . Figure 15
shows the relations. These quantities are related to the local loading via

V. = V., cosA (351)
dL = pdy = %poon ¢y e, dy, (352)
Po Py = 3pV2coCmy e, () cos® A (353)

excluding the wing center and extreme tip where the lift adjustments AL, and AL, are
located. The loading scale p, in level flight is obtained from (160) with N =1 as follows.

W =1L = ip V25 (354)
Luan = 3pV2 5 Cr, (355)
1
Po = (L = Lntain) (356)
K,b *

Using (356) to substitute for p, in (353) and rearranging gives an explicit expression for the
local section lift coefficient.

S

CLhtail = ghCLh (357>
Cr, —Cr, . . S P

Copn) = — T el ) (358)

potential flow %\ shock '
streamline i MJ‘ Cdf
’ T ==sEssT

Figure 15: Friction and pressure drag forces on infinite swept wing

Using this ¢, and also M, the perpendicular-plane friction and pressure drag coefficients
are then obtained from a 2D airfoil drag database having the form

Re, \*F
Cdf - fWexcr Edf (C£L7 MJJ %) (R@ ) (359)
ref
Re, \*"
Cdp = fWexcr Edp (Cgl, ML, %) <Re > (360)
ref
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where M, = M_ cosA 361

362

[

o e+
> =

(361)
(362)
R. = (363)
(364)

ar. ~ —0.15 364

and fy... > 1is an empirical specified factor to account for wing excrescence drag sources,
and Re,. is a reference Reynolds number at which the database functions ¢, 4> Cd,, Were com-
puted. The chord Reynolds number Re. could of course be treated as an additional parameter
in the database, but at a considerable increase in the size of the database and the compu-
tational effort needed to construct it. The value of the Re-scaling exponent a,, ~ —0.15 is
appropriate for fully-turbulent flow.

Note that the database includes the airfoil thickness/chord ratio £ = h, which is crucial for
obtaining a realistic wing thickness/sweep/C /Mach tradeoff. The thickness dependence is
determined by viscous MSES [19] calculations on a number of transonic airfoils or varying
thickness, such as the ones shown in Figure 16. Each airfoil has been designed indepen-
dently for a well-behaved transonic drag rise, so that the database returns cy4 ; and cq, values
representative of the best transonic airfoil technology. A piecewise-linear airfoil thickness
distribution is assumed, defined by the three values h,, ks, hy.

ho , 0<n<m,

_ 7 7 7 n__no

h(n) — + (hs_hO)ns_no s Mo <M <1s (365)
]_15 + (l_lt_ﬁs) ,'17__77; 9 770<77<7]s

On typical transport wings most of the thickness /chord variation occurs inboard, so in that
case, only h, and hs would be considered as design variables, and h; =h, would be assumed.

NCOSO0 NC100 NC110 NC120 NC130 NC140
area = 0.06210 0.06836 0.07464 0.08093 0.08723 0.08355
thick. = 0.09001 0. 10000 0.11000 0.12000 0.13000 0.13999
camber = 0.02142 0.02036 0.01330 0.01826 0.01722 0.01620
re = 0.01457 0.01489 0.01522 0.01556 0.01580 0.01632
aBrg = 11.78° 11.74° 11.71° 11.68° 11.64° 11.62°

Figure 16: Airfoil family used to generate airfoil-performance database.

The 2D profile drag coefficients are applied to the swept wing using infinite swept-wing
theory, illustrated in Figure 15. This treatment is exact for laminar flow on untapered
wings, and quite accurate for turbulent flow. The friction drag is assumed to scale with
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freestream dynamic pressure and to act mostly along the freestream flow direction, while
the pressure drag from the shock and viscous displacement is assumed to scale with the
wing-normal dynamic pressure and to act normal to the wing-spanwise axis. The total local
streamwise drag element is then given as follows.

dDying = dDy + dD, = dDy + dD,, cosA
= p VZeey dy (366)
ca = Cq + g, cO8°A (infinite swept wing) (367)

However, this relation is not realistic near the fuselage. Here the potential flow is forced
parallel to the freestream direction which causes the wing shock to become locally unswept,
as shown in Figure 17. Also, the full streamwise dynamic pressure (as opposed to the wing-
normal dynamic pressure) acts at the trailing edge where most of the displacement-effect
pressure drag occurs. Hence, the sweep correction is dropped off towards the fuselage via
the heuristic “unsweep” function fsuns(n).

cam) = {Cdf + ca, {fSuns + (1= fsuns) COSQA] cos A} (actual swept wing)  (368)

1 y—yo) L n—no b
uns = - = - 369
fS @ b ( kSuns c P ( kSuns 0(77) 2¢,o ( )
kSuns ~ 0.5 (370)

The ksuns decay constant controls the area of the wing most influenced by the shock unsweep
correction, as shown in Figure 17.

ksuns C(% (unswept—shock wing portior

L
l.

potential flow |

|
|
|
|
|
|
|
|
|
|
|
|
|
| .
| streamlines

Figure 17: Wing shock unsweeps near the fuselage, roughly over the area k2.

The overall wing profile drag is then obtained by numerical integration of (366), using (368)
for the cq(n) function and (123) for the chord c¢(n) function.

D be, 1
Cp. = wims 2 / Cin d 371
D = 1,905 5 | caw C dip (371)

o

2.14.4 Tail Profile Drag

The viscous dissipation of the tail surfaces is computed using the same relations as for the
wing, giving the equivalent tail drag coefficients Cp,,,, and Cp_,,,. No BLI is assumed, but
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could be included in the same manner as for the wing. Because tail surfaces typically do not
have significant shock waves, the shock-unsweep correction (368) is inappropriate. Instead,
the 2D friction and pressure drag coefficients ¢4, and ¢4, are specified directly and are used in
the infinite-wing relation (367), and are assumed constant over the surface so that numerical
spanwise integration is unnecessary.

ODhtail (Cdfh + Cdyy, COS?’Ah) (372)

0| Rl A

Ch (cdfv + ca,, cosgAV) (373)

vtail

2.14.5 Strut Profile Drag

In the absence of any BLI on the strut, its dissipation is fully captured by its conventional
drag coefficient, scaled by the local mean-cube-average velocity ratio r,, ., to allow for the
fact that a strut is typically in the decreased flow velocity below a lifting wing. Simple sweep
corrections are also used as for the wing.

Astrut
stru = - 9 k: ~ 0-65 374
Cotrut kA hstrut 4 ( )
Sstrut = 2Csrut ESL (375)
ls
cos Ay = (376)
ls,
C . Sstrut 3A 3 377
Dstrut - S (Cdfb _|— Cdps COs S) Tvstrut ( )

Picking a strut thickness/chord ratio heyys =~ 0.15. .. 0.20 typically gives the minimum overall
drag for a given strut cross-sectional area Agy. The k4 area factor of 0.65 is typical of most
symmetric airfoils.

2.14.6 Engine Nacelle Profile Drag

The nacelle viscous dissipation accounts for the external nacelle flow only, since the internal
flow is represented by the engine diffuser and nozzle losses. The external wetted area and
corresponding area fraction is determined as an assumed fraction rgp... of the engine fan
area.

Snace = TNeng TSnace % d%an (378)
Snace

nace 379

fs 5 (379)

The skin friction coefficient can also be calculated based on the nacelle-length Reynolds
number and a standard turbulent skin-friction law, with an excrescence factor f, .. > 1
included as for the fuselage and wing.

gnace = 0.15 T'Snace dfan (38())
V. Enace
‘Renace — M (381)
Moo
Cfnace = fl’lexcr Cfturb (Renace) (382)
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The nacelle is assumed to be immersed in the potential nearfield of a nearby wing or fuselage,
with a local effective freestream V... which differs somewhat from the true freestream V.,
and is specified via the ratio Viace/V.. Depending on the flight condition and engine power,
the fan-face Mach number M, will in general differ considerably from the corresponding local
M!_, The nacelle is therefore effectively a loaded ring airfoil, which can be represented by a
ring vortex sheet whose resulting external nacelle-surface velocity is approximately

VHLE ~ 2Vnace - ‘/2 (383)
‘/;lace

‘/;o - rVnace (384)
Vn Vnace V M.

V;E = 92 74 — v: ~ ma‘X(QTVnace — Mii, . 0> (385)

at the lip, as sketched in Figure 18. Limiting V},,, above zero avoids unrealistic results for
low airspeed, high-power operation situations, where the external nacelle drag is minor in
any case.

Vn e |/
V. |
Vnace T T
b
L,
vV v L 5 nacelle dissipatior
o] nace
— G- -p
—=
V2

Figure 18: Velocity distribution on inside and outside of engine nacelle. Outside velocity
determines nacelle dissipation and implied nacelle drag. The V4, , > V5 case shown is for a
typical cruise condition, while V;,, . <V, will occur at low speeds and high power.
Assuming a linear acceleration or deceleration from V;, . to Viace at the nacelle nozzle gives
the following mean-cube velocity ratio on the nacelle surface.

3
Mt = /01 (@) d¢ = Viﬁ} /0 1 Visce + (Vie = Vauce) (1-6)]” € (386)

17V, Vi N2
= Z |: VOLOE + TVnace:| l( iE) + T&nace‘| (387)

The nacelle-surface dissipation, expressed as the equivalent nacelle drag coefficient, is now
estimated using a turbulent wetted-area skin-friction coefficient, so that 7} in effect be-
comes the conventional drag form factor.

Dnace 3
%pw‘ég S - fSnaCe Cfnace Tvnsurf (388)

CDnace E
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Figure 19 shows the nacelle profile drag form factor r“j’nsmf = Dyace/ %ponfC’fnaceSnace versus
fan-face Mach number and local velocity ratio Vyace/ V.

1.8
1.6
1.4
1.2
D nace Vnace / Voo
R
CIoonnaceSnace 1.0
0.8
0.6 0:9
0.4 0.8
0.2 \ e —
. \\\
0
0.6 0.8 1 1.2 1.4 1.6 1.8 2
My / Moo

Figure 19: Nacelle profile drag factor versus fan-face Mach number and local velocity ratio.

2.14.7 Induced Drag

The induced drag is calculated using a discrete vortex Trefftz-Plane analysis. The circulation
of the wing wake immediately behind the trailing edge is

T Pn) pm)

ke ~ 16 (390)

where the approximation realistically represents the tip lift rolloff for typical taper ratios,
and is consistent with the assumed fr, ~ —0.05 value for the tip lift loss factor. This
circulation is convected into the wake along streamlines which will typically constrict behind
the fuselage by continuity. Figure 20 shows two possible aft fuselage taper shapes, giving
two different wake constrictions.

An annular streamtube at the wing contracts to another annular streamtube in the wake
with the same cross-sectional area. The y and 3/ locations on the wing and wake which are
connected by a streamline are therefore related by the correspondence function.

Y = VyP—y2+y? (391)

The Trefftz Plane circulation I'(y’) is then given by the coordinate shift. The mapping
function y/(y) is not defined for y <y,, so the circulation there is simply set from the y, value.

— { Fwing (y(y/)) ? y>y0 (392)

Fwake(y,) .. (y )
wing \ Yo
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Figure 20: Wake streamline contraction due to fuselage thickness, carrying wing circulation
into the wake. Two shaded streamtubes are shown. Wake center radius y. is nonzero due to
the fuselage viscous wake displacement area.

The Trefftz Plane analysis uses point vortices. The circulation (392) is evaluated at the
midpoints of n intervals along the wake trace, spaced more or less evenly in the Glauert
angle to give a cosine distribution in physical space. The wake’s vertical z positions are

simply taken directly from the wing.

Oit1/2

Yit+1/2

/
Yit1/2

/
Zit1/2
Liy12

, — 1/2
g’ n/ L i=1...n (393)
b
5 COS 92'—1—1/2 (394)
VY21 — U2+ (395)
ZZ'_H/Q (396)
Dying (Yit1/2) (397)

The locations of n 4 1 trailing vortices are computed similarly.

6 =

Yi =

1
! L i=1...n+1 (398)

n
cos b; (399)
v =y’ (400)
(401)

The circulations of these trailing vortices are the differences of the adjacent bound circula-
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tions, with the circulation beyond the tips

—Lli—1/2

I

Lit12

Lijig—Licie » i=2...n

effectively zero.

i=1 (left tip)

’ (402)

i =n+1 (right tip)

?

The above definitions are also applied to the horizontal tail, with its discrete points simply
appended to the list and n increased accordingly.

bl

Z

ce@ -

@\@\\@m@\m@

Figure 21: Trefftz Plane vortices 7,2+1...
impulse, and kinetic energy calculations. L

The Trefftz plane calculation proceeds by fi

DD

W
1—;. I+ . Zo )
e

_ {r)/ Vit
o
—

%
Wivlp

and collocation points i+1/2 used for velocity,
eft /right symmetry is exploited.

rst calculating the y-z wake velocity components

at the y;, /9, 2{,1/, interval midpoints, induced by all the trailing vortices and their left-side

images.
_j - 7/;+1/2_ ; - z{+1/2_ ;
v = S L G —7) Ginyp =) (403)
it1/2 = - —
j=1 2m _(yz/‘+1/2_y§‘)2 + (zz/‘+1/2_z§)2 (y£+1/2+y})2 + <Z£+1/2_Z§)2_
Wirje = n§+:l I yg+1/2_y;' y£+1/2+y;' (404)
1+ - o -
j=1 2m _(yz/‘+1/2_y§‘)2 + (Zz/‘+1/2_2§‘)2 (y£+l/2+y9)2 + <Zzl‘+1/2_zé‘)2_

The overall lift and induced drag are then ¢

omputed using the Trefftz Plane vertical impulse

and kinetic energy. The sums are doubled to account for the left side image.

2 < / /
CLTP %poo‘ézs — ,Ooovoo Fz’-&-l/2 (Z/i+1 - Z/Z) (405)
C 2 " Pe r , , , , 206
Drp 7%%0%35 ;—7 i+1/2 [wi+1/2 (y¢+1—y¢) — Vit1/2 (ZZ-H—ZZ-)} (406)

To minimize any modeling and numerical errors incurred in the wake contraction model and
the point-vortex summations, the final induced drag value is scaled by the square of the
surface-integral and Trefftz-Plane drag values.

(407)

This is equivalent to using the Trefftz Plane analysis to calculate the span efficiency rather

than the actual induced drag coefficient.
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2.14.8 Total Drag

The total effective aircraft dissipation coefficient is obtained by summing all the contribu-
tions.

Cb = CD’L + Cl/)fuse + Céwing + CDhtail + CD + CDstrut + C'Dnacc (408>

vtail

2.15 Engine Performance Model and Sizing
2.15.1 Engine model summary

The extensive details of the engine calculations are given in the separate documents “Tur-
bofan Sizing and Analysis with Variable c,(7)” and “Film Cooling Flow Loss Model”. The
treatment of the inlet kinetic energy defect K, is described in the document “Power Ac-
counting with Boundary Layer Ingestion”. In brief, K, reduces the fan inlet total pressure,
and also adds to the net effective thrust by the amount K, /V.,,, which in engine parlance
can be interpreted as a reduction in inlet “ram drag”.

The engine model can be run in one of three modes:

1) Design sizing mode. The net effective thrust F! and combustor exit temperature T}, are
specified along with a number of other component and operating parameters, and the engine
flow areas As, As ... are computed.

2) Off-design analysis mode. The areas and T}, are prescribed, and thrust F! is computed.
3) Off-design analysis mode. The areas and F are prescribed, and T;4 is computed.

For all three modes, the specific fuel consumption TSFC’ and all other engine operating
parameters which are not specified are also computed.

{Ag, As..; TSFC'.} = Fung,(FL,Th,,OPRy, BPRy,...; Mo, poo, T, Kint.)  (409)

{Fé ) TSFC/, OPR, BPR} = fengQ (Tt47 Ag, A5 3 Moo,poo, TOO7 K:inlm) (410)
{7—:‘,4 ) TSFU,7OPR7 BPR} = Fengg(Fe/7A27A5“'; M007p007T007ICin1---> (411>
F/
where TSFC' = —= (412)
Mieyel 9
o * fBLI %
Kw = (3pV007) = — CTAGCH (413)

eng

In these calculations, the fan inlet total pressure p;s is reduced as a result of the BLI, via
the mass-averaged inlet entropy which is quantified by ICyy;.

ICin
§ = o7 (414)
Minl A5
Dt2 = Do €xp(—5) (415)

where a. is the local speed of sound outside the viscous layer, and 7y, is the mass flow of
the fluid with which the viscous defect mixes. The latter can be either the fan flow or the
entire fan plus core flow.

60



2.15.2 Engine Sizing

In the design mode 1), the specified thrust is obtained is determined from the start-of-cruise
weight W, lift /drag ratio, and the slight cruise-climb angle vg.

Cl
F]S = rg We (D + '70R> (416)
Cr .
F/
F 2 (417)
Neng
The engine calculations determine the specific thrust
F/
E, = __‘ep 418
w (oo Tcore(14- BPRy) (418)

which then determines the core mass flow m.oe and the associated fan flow area A, and fan
diameter ds.

_atl
mcore(1+BPRD> 1 Fe,D 1 1+ VTAM22D PICES))
Ao = - T (419)
p2u2 Foop Do Moy \ 1+ TMOO
4A
PR .. B (420)

Similar calculations are used for the other component and nozzle areas.

2.16 Mission Performance and Fuel Burn Analysis
2.16.1 Mission profiles

The altitude, weight, and thrust profiles versus range are schematically shown in Figure 22.

At any profile point these are related via the following normal force and axial force relations.

W dV
W si = F -D - — — 421
sin T (421)

W cosy = L (422)
Equation (421) is merely a recast form of the power-balance equation (325), with the added
last acceleration term. The subscript has also been dropped from V., and p., for convenience.
The flight speed at any profile point is obtained from a specified C; and ambient density
using equation (422).

2W cosy
V = |——— 423
05G (423)

Some iteration is required with the thrust/drag relations below to determine the climb angle
v needed in (423).
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Figure 22: Design-mission profiles of altitude, weight, thrust, versus range.

Dividing (421) by (422), and using the kinematic ground-speed relation

dR
5 = V cosy (424)
together with the fuel-burn to thrust relation
dW
E = —Mfuelg = —F/ TS_FCI (425)

gives an expression for the climb angle v or the equivalent climb gradient dh/dR, and also
the weight-loss gradient dW/dR.

dh Fo1 D1 d(v?)
oy = b1 42
WY T 4R Weosy L 29 dR (426)
aw TSFC"
ndd 497
dR V cosy (427)

These will be suitably integrated over the mission segments to obtain the altitude and weight
profiles h(r) and W (r).

The instantaneous climb or descent angle v in the above expressions can be computed by
combining (421) and (422), and solving for the resulting quadratic equation for sin-~y.
F v
= —=—-— 428
6= T (428)
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Ch
_ G 42
e (129
_ ¢ —ey/1 — ¢ + €2
siny = T e (430)

The V acceleration term in the excess thrust-to-weight ratio ¢ can be neglected for most
transport aircraft. The corresponding integrated d(V?) differential in (426) is also typically
small, but there’s little reason to exclude it in calculations.

2.16.2 Mission profile integration

The fuel weight required for a given mission range is determined by integration of the tra-
jectory equations (426) and (427), which are first put in the following equivalent differential

forms.
d(V2)\ (F 1 o\
_ 7 _ 431
aR (dh + 4 ) (WCOS7 Z (131)
F' TSFC'
1 = —— 4
d(ln W) 7 Voo OF (432)

The various terms are then approximated with 2-point finite differences or averages, and
marched forward using a predictor/corrector scheme, over the climb, cruise, and descent
segments of the mission. The details will be given in the Calculation Procedures section.

The following segment endpoint values are inputs to the integration, and are either specified
externally, or obtained from the weight-sizing calculations:

W, takeoff weight

Cr lift coefficient for all points
Mg cruise Mach number

hy takeoff altitude

he start-of-cruise altitude

he landing altitude

2.16.3 Climb distance

The climb-segment range R, is computed by integrating equations (431) and (432) from the
takeoff range Ry, = 0, over the prescribed climb altitude change hy, ... h.. The start-of-cruise
weight W, is computed in the process.

2.16.4 Cruise and descent angles, distances

Before the cruise and descent segments are integrated, it is first necessary to determine the
end-of-cruise range R, and altitude hy.

The first step is to calculate the slight cruise-climb angle v.r, so as to preserve a constant
flight Mach number M and flight Cp, as the aircraft loses weight from fuel burn. These are
related to the current weight W at any point in the cruise by the lift equation.

w

— 4
50, (433)

1 Y
—oV? = LpMm? =
2f 2P
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This assumes that cosy=~1 which is appropriate for the extremely small climb angles occur-
ring during a typical cruise-climb segment. With M and Cp, held at their prescribed cruise
values, this then gives the atmospheric pressure as a function of weight.

2

I e T (434)
dp D
o= (435)

The very small change in W), over the cruise-climb is neglected here. Using the atmo-
spheric hydrostatic pressure gradient dp/dh = —pg, and the fuel-burn weight gradient (427),
equation (435) is used to explicitly obtain the small climb angle during the cruise.

dh dh dp AW
= = =3 = T T an 4
7oty = g dp dW dR (436)

- El {W}LCW;C (@)
D p

— 4
Cr, pgV — pTSFC' (438)

Yer =

With the calculated cruise-climb angle vcr, the prescribed initial and final descent angles
YbEy s Vou,, and the total cruise+descent remaining range Riota — R, the end-of-cruise range
and altitude is the geometric intersection of the straight cruise-climb path and the straight
or parabolic descent path, calculated as follows.

1
fyDEavg = 5 (’yDEl + ’yDEn) (439)
he - hc - R otal — Rc
Ri = R. + Dotane (Frotm — Re) (440)
Yor — VDEavg

2.16.5 Cruise-Climb

Because the cruise-climb segment proceeds at a fixed Mach number, the integrand in equation
(432) can be assumed to be constant and equal to its value at start of cruise, so that an
analytic integration is possible. The result is of course a form of the Breguet equation.

W, F" TSFC'
Ri — R,
tg = to+ dT (443)

2.16.6 Descent

The descent integration proceeds in much the same way as the climb, except that the descent
angle is now prescribed, and the necessary thrust at each integration point ¢ is computed

64



from equation (431). The corresponding 7} 4 and all the other engine operating variables are
the calculated via the engine model run in prescribed-thrust off-design mode 3.

%% Ct
F. = - (sinyDE + ?’zcos VDE) (444)
eng

{T;,; TSFC',OPR, BPR..} = fengg(Fé,Ag,A5...; M, Pooy Too, Kin--) (445)

The end result of the integration is the final weight W, and flight time t..

2.17 Mission fuel

From the final landing weight W,, the fuel burn and takeoff fuel weight can then be obtained.

Wburn = Wb - We (446)
quel - Wburn ( 1+ freserve) (447>
quel
uel — 448
el Worne (448)

65



3 Calculation Procedures

Note:
This section is not currently up to date with the previous model-development
sections

This relations developed in the previous Model Derivation section will now be recast and
sequenced into sizing and weight formulas, together with drag, engine performance, mission
trajectory, and fuel burn formulas. These are organized such that most sections can each be
naturally implemented as a subroutine.

The overall calculation is iterative, and the calculation sequence presented here must be
repeated until the design parameters, in particular the maximum takeoff weight Wyro, stop
changing to within a convergence tolerance.

This section gives the calculations for the design mission, where the airframe is updated
along with the mission flight profiles and performance. The off-design mission case is a
subset of this procedure, in that the mission flight profiles and performance are calculated
in the same way, but the airframe updates are skipped so that the airframe is in effect held
frozen. Each subsection which is skipped or irrelevant for the off-design case will be indicated
with “(Design only)” in the subsection title.

3.1 Input Parameters
3.1.1 Operating and mission parameters

hro takeoff altitude

N landing altitude

Mg cruise flight Mach number

Cr aircraft lift coefficient, one for each mission point
Riota1  mission range

3.1.2 Operating and load parameters (Design only)

her start-of-cruise altitude
(nE never-exceed dynamic pressure (for sizing tail structure)
N maximum lift load factor (scales wing loads)

Nana  maximum landing load factor (scales fuselage loads)

3.1.3 Payload weight
Whay  payload weight

3.1.4 Other weights and weight fractions (Design only)

Wax all fixed weight, accounting for ...
pilots
cockpit windows
cockpit seats, furnishings, mechanisms
flight instrumentation
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f padd

f seat

f eadd

f pylon

freserve

f apu

f hpesys
f Ignose
f lgmain

3.1.5

znose
Lend
Thlend {
Tblend o
Lshell |
Lshell

Wioor
hﬂoor
Thtail

navigation and communication equipment, antennas, etc.
cockpit power-related weight (power generation, wiring)

max-payload-proportional weight fraction, accounting for ...
flight attendants
food and water
galleys
toilets
doors and emergency exits
in-flight entertainment systems
overhead luggage compartments
interior furnishings, lighting
ventilation and air conditioning system
emergency oxygen system

other emergency equipment (floatation vests, slides, lifeboats . ..

cabin power-related weight (power regulation, wiring)
seat weight / payload weight fraction

bare-engine/added-weight fraction accounting for ...
engine accessories
fuel system

pylon weight fraction accounting for ...

pylon
other mounting structure
fuel burn-proportional weight fraction, accounting for ...

fuel reserve
oil and other fluids

auxiliary power unit weight faction

hydraulic, pneumatic, electrical system weight fraction
nose landing gear weight fraction

main landing gear weight fraction

Fuselage geometry and structure (Design only)

location of front tip of fuselage

location of rear tip of fuselage

location of nose ellipsoid blend point
location of tail taper blend point
pressurized fuselage-shell cylinder start
pressurized fuselage-shell cylinder end
endpoint of tailcone’s primary structure
fuselage radius

bottom-bubble downward extension
fuselage double-bubble half-width (= 0 for circular fuselage)
floor half-width

floor beam height

location of horizontal tail
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Ttail location of vertical tail
Ting location of wing’s center of lift

Acone tailcone radius taper ratio from Zgpen, t0 Ttai

Peabin  Minimum cabin pressure (sets maximum pressurization Ap)
T'nn inertial-relief factor for horizontal-tail load on fuselage

Ty inertial-relief factor for vertical-tail load on fuselage

fstring  fuselage stringer/skin weight fraction

frrame  fuselage frame/skin weight fraction

fada other skin-proportional weight fraction, accounting for ...
local stiffeners

hard points and reinforcements

fasteners

weight /cabin-length of windows, discounted for skin cutouts

window
7 weight /area of cabin insulation and padding
Wyl  floor decking and carpeting (does not include floor beams)

3.1.6 Wing geometry and structure parameters (Design only)
AR aspect ratio (= b?/.9)

b, wing center section span (typ. fuselage span at wing root)
s strut-attach fractional span (bs/b if no strut is present)
As inner taper ratio

A¢ outer taper ratio

A sweep angle

w wing box width/chord ratio

h wing box height/chord ratio (airfoil ¢/c)

Th wing box chordwise taper ratio

Jaap flaps, flap mounts and actuators weight fraction

olat slats, slat mounts and actuators weight fraction

Jaile ailerons, aileron mounts and actuators weight fraction
JSiete leading and trailing edge weight fraction

fribs ribs, local stiffeners and reinforcements

fspoi spoilers, spoiler mounts and actuators

Jwatt wing attachment hardware weight fraction

Zs strut vertical height component

hstrat  strut thickness/chord ratio (if strut is present)

3.1.7 Wing aerodynamic parameters

Te,. local section ¢; scale at 1y location

Tey local section ¢; scale at tip (excluding local lift roll-off)
Crm, wing profile ¢, at n, wing root location

Cr, wing profile ¢, at 1, wing break location

Crmy wing profile ¢,, at n; tip location
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3.1.8 Tail parameters (Design only)

Vi HT volume coefficient
V. VT volume coefficient
ARy, HT aspect ratio
AR, VT aspect ratio

Ah HT taper ratio

Ay VT taper ratio

Ay HT sweep angle

A, VT sweep angle

Wy HT box width/chord ratio

Wy VT box width/chord ratio

h, HT box height/chord ratio (airfoil ¢/c)
hy VT box height/chord ratio (airfoil ¢/c)
Thy HT box chordwise taper ratio

Thy VT box chordwise taper ratio

Crh,., max HT lift coefficient at gy
Clvp.., max VT lift coefficient at qyg
fhadd HT box-proportional added-weight fraction
fradd VT box-proportional added-weight fraction

3.1.9 Material properties (Design only)

The stresses derived in the previous section corresponds to an idealized structure which is not
attainable in reality. Hence, the specified stress allowables must be reduced from the listed
material properties by some usual factor of safety, and also by the expected max/average
stress within the associated structural component. The latter is due to stress concentra-
tions from holes and cutouts, and also due to non-ideal shape from approximate design or
cost or manufacturing constraints. For example, if the sparcap material’s maximum (yield
or ultimate) strength is 50000 psi, the required factor of safety is 1.5, and the expected
max/average stress is 1.1, then the specified sparcap stress would be

50000 psi

Cow = TropT fl — 30300 psi
Oskin max allowable fuselage skin pressurization stress
Obend max allowable fuselage shell bending stress
Ocap max allowable wing spar cap stress
Tweb max allowable wing spar web shear stress
Ostrut max allowable strut stress
Pskin fuselage pressure-skin density
Phbend fuselage bending-material density
Pweb wing box web material density
Peap wing box cap material density

Pstrut strut material density
Pruel fuel density
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3.1.10 Drag build-up parameters

Cd; wing profile friction-drag coefficient function ¢4, (¢, , M., T, Re.)
Cd, wing profile pressure-drag coefficient function ¢4, (¢, , M., 7, Re.)
Reet reference Reynolds number for ¢4, ¢4, functions

G pe Reynolds-scaling exponent for ¢y, ¢4, functions

Cr... ~ skin friction function Cf(Re;)

A(z) fuselage cross-sectional area distribution

bo(2) fuselage cross-sectional perimeter distribution

Jour; fuselage boundary layer ingestion fraction
fsuyw  wing boundary layer ingestion fraction
Ty,...  Thacelle velocity ratio V! /V,

Tyame  Strut velocity ratio V! /V,

ksuns shock-unsweep wing root area factor

e span efficiency, one for each mission point
Cimaxpo Max section lift coefficient at takeoft

3.1.11 Standard Atmosphere functions

Patm(h)  pressure
Totm(h) temperature

Aatm(h)  speed of sound (= /yRTym)
Patm (h) density (: patm/RTatm) )

3.1.12 Air and Fuel properties

R; gas constant for constituent ¢

cp,(T)  specific heat for constituent ¢

hi(T) complete enthalpy for constituent ¢ (= [ Tcpl. dT + Ahs )
oi(m)  entropy complement for constituent i (= [T¢, /T dT )

3.1.13 Engine sizing and performance parameters

(T} 4)ro turbine inlet total temperature for takeoff

frer, turbine inlet total temperature fraction for initial climb
J1er,  turbine inlet total temperature fraction for final climb
(T} 4)cr  turbine inlet total temperature for cruise

The climb-segment temperatures are set via linear interpolation in altitude over the climb
points ¢ = 1...n using the fractions.

_j -1
i = ngCLl + — ] JTer, (449)
T, = (Tt4)To (1 _fz) (T )CR Ji (450)

This conveniently ensures that the climb temperatures always automatically fall between
the takeoff and cruise values, even when the latter are varied in a parameter sweep or in
optimization.
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3.1.14 Engine sizing and performance parameters (Design only)

TNeng number of engines
M, design fan-face Mach number
BPR, design bypass ratio

Ty, design fan pressure ratio

TMep design low-pressure compressor pressure ratio

Thep design high-pressure compressor pressure ratio

T4 diffuser pressure ratio

e burner pressure ratio

Npol; max fan polytropic efficiency

Mpole max compressor polytropic efficiency

Mpols max turbine polytropic efficiency (does not include cooling-flow losses)

3.1.15 Engine turbine-cooling mass flow and loss parameters (Design only)

Thmeta1  turbine metal temperature
ATireax hot-streak temperature increment
M. turbine blade row exit Mach number

Stn turbine area-weighted Stanton number
My, representative turbine Mach at start of mixing zone
Tue cooling-flow exit velocity ratio (u./u4q)

3.2 Initial Guesses to Start Iteration

3.2.1 Initial fuel fraction

Jruel fuel weight fraction (e.g. from rough Breguet estimate)

3.2.2 Initial weights, loads, fractions (Design only)

Whtain  h. tail weight (e.g. some fraction of Wi,y)

Witan V. tail weight (e.g. some fraction of W,y )

Wying  wing weight (e.g. some fraction of W,y )

Weng  engine weight (e.g. some fraction of W,y)

Ly,... ~max horizontal tail down lift (e.g. some fraction of W,y )

L,,.. ~max vertical tail side lift (e.g. some fraction of W,y)
by vertical tail span (e.g. some fraction of lgen)

fonace  engine nacelle wetted area/wing area ratio

feng engine weight fraction

3.3 Fuselage Sizing and Weight (Design only)

3.3.1 Pressure shell

Ap = Pcabin — Peoc (451)
O, = arcsin(wp,/Riuse) (452)
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Zfskin

i

Askin
A,

S end

lshell
Vskin
Vi
Wskin
waeb
Wanen

3.3.2 Cabin volume

Vcabin

2 2
Rfuse — Wy,

Ap Rfuse

O skin
Ap wg,

2

Oskin

(27T+49fb)Rfuse tskin + ZARfusetskin

(2hs + ARfuse )t

(2 +40m ) R2 3 1 + 2

ZTshelly — Lshelly
Askin lshell + Send tskin
Afb lshell

Pskin 9 Vskin ( 1 + fstring + fframe + ffadd)

Pskin 9 Vfb
Wskin + waeb

1
— 4 =

Afuse (lshell + 0.67 lnose + 0.67 Rfuse)

3.3.3 Windows and Insulation

Wwindow
I/Vinsul

3.3.4 Floor

Ofloor
THoor

Ploor

Sﬂoor

!
W indow shell

insul

Obend (assumed same for convenience)
Tweb (assumed same for convenience)
Pbend (assumed same for convenience)

%Pﬁoor , (w/o support)
%Pﬂoor ) (Wlth support)

’ [(117T + 20fb>Rfuse lshell + 0.55 Send]

{ i 7)ﬂoor Whoor ) (W/O SUppOI‘t)
395 Plioor Woor , (with support)

Wrh + Rfuse
2.0Mﬂoor + 1.5 Sﬂoor

Ofloor hﬂoor THoor

2u}ﬂoor Aﬁoor

"
Ploor 9 Vﬂoor + 2 Wioor lshell %oor
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3.3.5 Tail cone

0., — L, b, 142\,
3 1+,
S _ Q. T+ 20, Teonend — Tshell, 2
cone Teone T+ 20p,+sin 260, Riuse 14+ Aeone
cone — Pfused Vcone

3.3.6 Lumped tail weight and location

- Whtait + Wetait + Weone + Weng ,  fuse engines
tail . .
Whtail + thail + Wcone ,  WINg engines
_ 1
Lcone — §<xshellg +$conend)
xhtailWhtail + xvtailwvtail + zconeWcone + mengWeng .
, fuse engines
Ttail Wtail
al
mhtailWhtaﬂ + xvtailetail + xconeWcone . .
W , wing engines
tail

3.3.7 Fuselage shell matching stress for bending

r o Ebend
=
Eskin
Pskin
tshel. = Tskin <]- + 7 fstringpj
bend
Ap Rfuse
Omhn = Obend — TE
2 tshen
o Ap Rfuse
Omy = Obend — T
2 tshen

(477)

(478)
(479)

(480)

(481)

(482)

(483)
(484)
(485)

(486)

Note: oy, and oy, are the same here, but could be different with more detailed structural

models.

3.3.8 Horizontal-axis bending material

]hshell = [ (7'(' + 26fb+Sill 29%) R?use
+ 8 COS be (ARfuse/Q) Rfuse
+ (27r+40fb) (A}%fuse/Q)2 :| Rfuse tshell
2
+ g(hfb + ARpuse/2) g

1
hfuse = Rfuse + 5 A}%fuse
1 N(Wpay + Wpadd + Wshell + Wwindow + I/Vinsul + Wﬂoor)

hfuse OMn 2 lshell
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Vibend; =

Vhbend, =

+ o+

Vhbend.

Vhbend —

Whbend

3.3.9 Vertical-axis

Lishen

Tvbend

vaendb

]/vbendC

1

hfuse OMn

Tshen
2

T hfusc

Ay

2A5 Tgpei, + Ai

2
AQ xsheuz + Alxtai] + AO

1 _ — —
o {Al _Ja— 4A0A2]

1
Twing + Axwing + §Cow

(NWhait + yn Ly

[y

Twing — Axvving + 5CoW

)

A ($she112 —ﬂff)3 - (ﬂfsheng—ﬂfhbend)?’
2 3
(mtail _':Ef)Q - (mtail _mhbend)z
2

A

AO (xhbend _If)

A (xshellg _xb)g - (Ishellg _whbend)3
2
3

(xtail _*rb)Q - (xtail - xhbend)z

Ay

AO (xhbend_xb)

1

3 [Anbend (@) + Anbend ()] Co

Vibend; + Vhbend. + Vhbend,
Pruse 9Vhbend

bending material

= |: (71' + 20fb —sin 20fb) R?use
+ 8 cos O, Wi Rpuse
+ (27T+46fb) wf2'b } Rfuse tshell

= Rfuse + wm
Tay Ly

Wruse Oy
[vshell
Ty W3
E Wfuse
. Do
= Ttail ey
By
2 2
(xtail_xb> - (xtail_wvbend)
2

= Bl + BO (vaend_xb)

- *Avenx oW
5 4ivb d(@p) CoW
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(505)
(506)
(507)
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vaend = ]}vbendC + vaendb (51())
Wvbend = Pfuse gvvbend (511)

3.3.10 Total Fuselage Weight

Wpadd = Wpay fpadd (512)
quse = Wpadd + Wshell + Wwindow + I/Vinsul + Wﬁoor + Wcone
+thend + Wvbend (513)

3.4 Wing Sizing and Weight (Design only)

3.4.1 Wing Planform Sizing (at start-of-cruise point)

1
Pcabin(he) = RTcabjn max(pcabin s pO(hC)) (514)
Wbuoy - (pcabin - pO(hc))chabin (515)
W, = We+ Whuoy (516)
Ve = Mcg ao(he) (517)
W,
S = +—— 518
V2 CL, 1)
b = VSAR (519)
S 2
Co = — 520
b 20, + (1+Xs)(ns—1n0) + (As+A)(1—n5) (520)
Cs = CoNg (521)
3.4.2 Exposed Wing Area and Wing-Centroid Offset
b
Suimg = o [(14A)00=10) + At N)(1=1,)] (522)
1 v
Atying = g Copy tan [(142X) (= 10)% + (As+20) (1=n.)?
+ 3(Aa+A) (1=1) (=70 | (523)

3.4.3 Wing Root Loading

W Wpay + quse + Whtail + thail + %Wstrut + Wtotadd + Weng ) fuse engines (524)
conter Wpay + quse + Whtail + thail + %Wstrut + VVtotadd ’ Wlng engines
bo
o= (525)
bs
o= (526)
C = 20+ (1+A)(0s=10) + (As+A)(1—n5) (527)
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2
K, = =
ARC
o g Nchnter - Lhtail
Po = b C+2(an+fLo)770+4thKo)\2
bs = po)\s

3.4.4 Outer Surface (Wing or Tail) Structural Sizing

All the relations below apply to either the wing or a tail surface.

. - 2 1 1/2
hrms = h|l—- g(l—rh) + g(l-’f’h)2

o b
S, = p4 (As+A)(1=ns)
o b?
M, = B (20 (-
) S, 11
twebs - 2 7 2
2 Tweb 27 h cos? A
_ _ _ M, 6h 1
h3 = (hpms —2lean)’ = C = R
s — ») 3 0cap W cost A
_ 1 /- _— 1/3
tcaps = 5 <hrms o (h’rms - C) )
Ageb, = 2tweb, Tnh

3.4.5 Strut and Strut-Attach Location Loads

Cantilever wing case, no engine

In this case, there is no inner panel, with 7, = 7. So (), = (), for all quantities.

R = 0
T = 0
P = 0
S = &
M, = M,

Cantilever wing case, with engine

(528)

(529)
(530)

(531)
(532)
(533)

(534)
(535)

(536)

(537)
(538)

In this case, the single engine weight provide the applied load R, with no strut or com-

pression loads present.

R = N Weng/Neng
T =0
P 0

So = max{ Ss 5 Ss - R + pjlb (1+)‘s)(n3_7]0)}
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Mo = maX{Ms ) Ms + (’Ss_

Po b?

24

R)g (LX) (e —0) +

<1+2A8><ns—m>2} (548)

The shear and moment limiting is to prevent negatively-tapered structure, which is not
realistic for the download requirement.

Strut-braced wing case

In this case, the strut load is assumed to be such that M,= M. For sizing the root web,

S,=38, is also assumed.

Do b
12

(1+2)\s)(775_770) + Ss

3.4.6 Inner Surface (Wing or Tail) Structural Sizing

twebo

B2 (homs—2fy)® = C

rms

O B
2 Tyep 271 b cosZA
M, 6h 1

3 = 4
3 0cap W cost A

_ ;(hm - (B -0)")

= 2lcap,W

= 2 Eweb,, Th h

3.4.7 Total Wing or Tail Surface Weight

Vcen = Ci b Mo

Vin = b3(1+ A+ (10:—1,) cos A
Vour = c2bi(AZ+ AN+ A?)(1—1,) cosA
Weap = Pean 9 [Acap, Veen + 5 (Acap, +Aecap, ) Vion + Acap, Vour|
Waeb = Pweb g {AwebOVcen + %(Awebo+Awebs)Vinn + AwebSVout}
Waing = (Weap + Waeb) (14 fwadd)

7
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(550)
(551)

(552)

(553)

(554)

(555)
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3.4.8 Strut Weight

Wstrut = Pstrut gAstrut 2€sl (568)

3.5 Max-Fuel Weight (Design only)

- - 1
Tvg = h { - (1—rh)] (569)
3
_ Ao - _
Afuel = Cfg 1 - (U} - 2tweb)(havg - 2tcap) (570)
1
(quel)max =  Pfuel 9 [Afuelovcen + %(Afuelo_'_lefuels)vinn + Afuelsvout} (571)

3.6 Horizontal and Vertical Tail Sizing and Weight (Design only)

lh = ZThtail — Twing (572)
lv = Tytail — Twing (573)
b
Cmac = g 70 + SO+FXAAA) M:=70) + FOZFAAN) (1=7)] (574)
Sy = VG Smac (575)
In
b = \/ShARy (576)
Sh
Yy = — 577
or bn(14An) /2 (577)
b
So = VS, (578)
b, = /S, AR, (579)
Sy
by = 580
o T b1 A)/2 (580)
3.6.1 Horizontal tail sizing and wing positioning (Design only)
OR W Wigail 1 CrL, = Con Cr
e - | OC — Lwbox — ~ 0. Cay— ox h:| 081
85}1 W2 Sh, + Cr (C My — Lwb ) g + S + (C hC A — Thb ) S ( )
OR, 1 1 Sh
8$le\:x = W [Tfueleuel + Wwing + Wstrut + I/Vlgmain] - FL |:CL - CLh S:| (582)
OR s W Whitail 1 0Cy, 1 0C;,
= T Ir1ro - 0 C w1 — 4wbox) & s 0. C - ox/) o 3 583
5, WG, (oG = Twe) g5t o+ (Con Camy = Tibo) 555" (583)
OR ¢ 1 Sn 0Cy,
=  Txs L/'fue Wue Wwin Ws ru 1% main| 1—— L o84
D W[Tfl fuel + ¢ + Watrut + Wigmain) ( SE)CL> (584)
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3.6.2 Horizontal tail trim (off-design only)

OR 1 Sh Sh
[ esCu — o) 2+ (conCiamy — Tabon) 585
;. c (€oChty = Twbox) o+ (ConClamy — Thbox) o (585)
Ru
Cronew = Cp, — 586
( Lh) Ly, GRM/QCL}, ( )
3.6.3 Horizontal and Vertical Tail Loading
Lhmax = (]NEShCLh (587)
Ly ... = qwSCL, (588)
Ly,... 2
Do, = RN (589)
Ly .. 2
P = Syt (590)

The max vertical tail lift L,___
material in the next iteration.

is also used for sizing the tailcone and fuselage added bending

3.6.4 Horizontal Tail Structural Sizing and Weight

The horizontal-tail structural sizing and weight calculations are the same as for the wing,
starting at (121), ultimately giving Whai.

3.6.5 Vertical Tail Structural Sizing and Weight

The vertical-tail structural sizing and weight calculations are the same as for the wing and
the horizontal tail, except that a real+image symmetrical vertical tail is first assumed by
doubling the real vertical-tail span, area, and aspect ratio.

bo, = 2b,, (591)
by = 2b, (592)
S, = 28, (593)
AR, = 24R, (594)

These are then used in the structural sizing and weight calculations, starting at (121). The
resulting weight W, is then halved to give the weight of the single real vertical tail.

Wetat = Wy/2 (595)

3.7 First-Iteration Total Max Takeoff Weight (Design only)

To allow performing aerodynamic and weight-burn calculations on the first iteration, an
interim total weight is now computed using the sub-component weights defined above. The
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estimated weight fractions for the engines, fuel, and of course the total-proportional fraction
are also accounted for in the denominator.

Wﬁx + Wpay + quse + Wwing + Wstrut + Whtail + thail

Wairo = 1 — feng = fruel = fapu = fupesys — fignose = figmain (596)
Weng = WMTO feng (597)
Wit = Wuro ftuel (598)
Wapu = Wirro fapu (599)

Whpesys = Warro fupesys (600)
Wignose = Wairo fignose (601)
Wigmain = Wuro figmain (602)

For the second and subsequent iterations, a similar but different weight update formula is
used, as will be derived shortly.

3.8 Drag (Dissipation) Build-Up
3.8.1 Induced drag

_ G
i 7ARe

Any trim drag penalty is assumed to be included in the specified span efficiency e.

Ch (603)

3.8.2 Fuselage profile drag

The wake-endpoint momentum area O,k and trailing-edge kinetic energy area O, in the
absence of BLI are obtained from the axisymmetric boundary layer solution.

@Wake = -F(MooaReE; A(:v),bo(x)) (604)
O = F(M, Rer; Aw),bo() (605)

The fuselage dissipation drag coefficient is then calculated as follows for any fuselage viscous
defect ingestion fraction fBLIf.

6*
O‘:I)surf = §E (606)
2@wake (O
Copae = - = 607
(bwake S S ( )
Cbeuse = C((I)surf + Céwake (1 - fBLI f) (608)

3.8.3 Wing profile drag

The 2D-airfoil database giving the friction and profile drag coefficients as functions of the
wing-normal lift coefficient, Mach number, and airfoil thickness/chord ratio.

ce, = Cp/cos*A (609)

1
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610
11
12
613

=)

D
~— — ~— ~—

(
(
(
(

These are applied using infinite swept-wing relations, with the shock unsweep factor included.

Cdo = {Edf + Ca, |:fSuns + (1 — founs) cos® A] cos A} (

11— A > 0.02

11— Ag| <0.02

k unscg
fSuns = SS
Wing/2
21— \Xare
_ 24an, 1-X2
Ky = ) R
R a [
Re 1+)\5
2 )\z+am — )\2Tare
K — 2+CLRE )\g - AQ
1 — .
a’Re )\s+)\
cob/2
wing S

Doy = ca, (1A (=10 Ky + (At A)(1—n,) K]

Any BLI on the wing is accounted for via the ingestion fraction fgp,,,.

Co

3.8.4 Tail profile drag

|As — A| > 0.02

|As — Al <0.02

(without BLI)

CDwing - C(I)Wake fBLIW

(614)

(615)

(616)

(617)

(618)

(619)
(620)
(621)

The dissipation drag of the horizontal and vertical tails is obtained the same way as for the
wing, with zero BLI assumed. The 2D friction and pressure drag coefficients ¢;, and cg4, are

specified directly.

3.8.5 Strut profile drag
ka

Cstrut

S strut

cos A\,

CDstrut

(cd ; + ca, cos® As)

(622)

(623)
(624)
(625)

(626)



3.8.6 Engine nacelle profile drag

Vi M.
VLE = max(Qrvnace — M—Q , 0> (627)
1V Vire)
Tgnsurf - Z |: ‘/LE + TV nace :| [ ( ‘/LE) + rgnace ‘| (628>
CDnace = fSnace waet Tgnsurf (629)

3.8.7 Total drag

Cl/) = CD'L + beuse + Céwing + CDtail + CDstrut + CDnace = ‘Fﬁer0<CL7 MOO . ) (630)

3.9 Engine Sizing and Weight (Design only)

3.9.1 Engine sizing

W, (C}
F/ — c 7D ]_
e Neng (CL ‘f‘VCR)c (631)
{Ag, A5} = Fong,(F/,Ti,, OPRy, BPRy. s M., poc, Ty Kint..) (632)
4A,
de = —_—— 633
! 7(1 — HTR?) (633)

3.9.2 Engine weight

Webare = TNeng Wel (m, OPRD; BPRD) (634>
Weadd = Webare feadd (635)
Snacel = TSnacegd? (636>
Wnace = Teng Wn1 (df> Snacel) (637>
Wpylon = (Webare + Weadd + Wnace) fpylon (638)
Weng - Webare + Weadd + Wnace + Wpylon (639)
Weng
en = 640
f & WMTO ( )
3.9.3 Nacelle wetted area fraction and skin friction coefficient
Snace = TMeng Snace1 (641)
Snace
fSnace = S (642)
gnace = 0.15 T'Snace df (643>
V. enace
Renace = pooo.; (644)
Moo
waet - Cf (Renace) (645>
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3.10 Specific Fuel Consumption

3.10.1 Engine performance

The turbofan model calculations give the TSFC’ from either a specified T}4, or a specified
thrust F/, or both.

TSFC" = Feng, (T3, F....) (cruise) (646)
TSFC" = Fengy(Th, ) (climb) (647)
TSFC" = Fengy(F....) (descent) (648)

One of these functions is evaluated at each integration point over the mission.

3.10.2 Climb trajectory integration

The integration is performed over n discrete points which are uniformly spaced from takeoff
altitude h; start of cruise altitude h.. The prescribed altitudes and corresponding atmo-
spheric properties are calculated as follows.

hi = hy Z_; + h;—11 (649)
Pi = Patm(hi) (650)
Pi = Patm(hi) (651)
a; = Gapm(hi) (652)

A predictor-corrector scheme is used for the integration of equations (431) and (432), with
the differentials dR and d(In W) replaced by simple differences. For each point i along
the trajectory, the effective drag coefficient C}, and thrust F’ are computed by calling the
routines implementing the procedures outlined above. These calculations require as inputs
the velocity V; obtained from the specified (Cp); and the current weight W;.

1

Pcabin(hi) = RT o max(pcabin 5 pl) (653)
Wbuoyi = (pcabin - pi)chabin (654)
Wz’ - Wz + Wbuoyi (655)

2W; cos Y
Vi =\ 656
piS(CL)i ( )
M; = ; (657)
(Cb)z = faero((CL)ia Mz .. ) (658)
{-Filv TSFC;} - fengQ(ﬂ4i, Vi.. ) (659)

Iteration for the flight path angle ~; is performed during the corrector step described shortly,
using equation (430).
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The predicted range increment AR* and predicted next weight W, are next computed
using forward Euler integration.

2W; COS Y;
Vi, = | ——=—=— 660
i+1 ,OiJrlSCLiJrl ( )
(V)2 =VA\ (F 1 ¢\

AR = (hi — hy : ! — - = 661
( i + 2g W cos~y Cr ), (661)

Wi F' TSFC’
iyn _ Y AR* 2
W exp{ (W Veosy), R (662)

The predicted weight W ; is then used to compute predicted integrands at point #+1, and the
corrector integration step is then performed using the predictor-approximated trapezoidal
integration. The range and time are also integrated.

VZ-VENLI(F 1 G\ (P 1 Ch\T
AR = (hyy—h; + 1) || = -2 — -2 663
( i + 2g )2 (Wcosv Cr ), + Weosy i+1( )
1 1 1
t; = t + = AR 665
o * 2 lViCOS%‘ Viq COS%+1] (665)
Wi 1[(F" TSFC' F' TSFC'
= —— || = — AR 666
W; exp{ 2 [(W V cosy Z.+ W Veosy ), (666)
The integration then repeats for the next point ¢ along the climb trajectory.
3.10.3 Cruise and Descent Angles, Distances
Ch p TSFC'
- (=2 667
fYCR (CL pgv . pTSFUI . ( )
he - hc - R otal ™ Rc
R; = R. + e (Frotal = Re) (668)
Yer — VpE
hd - hc + VCR.(Rd - Rc) (669>
3.10.4 End-of-Cruise weight, time
Wy F' TSFC'
= —— Ry — R, 670
= ey B R (670)
Ry — R,
tg = t,+ —4_—¢ (671)

3.10.5 End-of-Descent weight, time

The descent integration proceeds in the same way as the climb, but with the prescribed angle
Ypg- The engine calculation is performed for the implied required thrust.

Wi C
F, = <sin Vog + ?Dcos %E> (672)

Neng L i

{,1;41- ; TSFU;; OPRZ7 BPR%} == feng3(Fe/iJ A27 A5 ) Mi7pi7 i]—%7 Kinlim) (673>
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The end result of the integration is the final mission weight and flight time.

— W, (674)
—  te (675)

3.11 Mission fuel

From the final landing weight W,, the fuel burn and takeoff fuel weight can then be obtained.

Wburn = Wb - We (676)
quel - Wburn ( 1+ freserve) (677)
quel
uel — 678
Jruel W (678)

3.12 Overall Weight Iteration (Design)

(Wuro)new = Wax + Woay + Woadd + Wanen
+Weindow + Winsut + Waoor + Whbend + Wibend + Weone
FWaing + Wetrut + Whtait + Watail + Weng
+Whiel + Wapu + Whpesys T Wignose + Wigmain (679)

However, this expression is not used as written. In order to accelerate the convergence, the
components are first segregated into ones which are exactly or nearly constant, e.g.

Wﬁxa Wpay7 Wpadd7 Wshella Wwindow> VVinsula Wﬂoor

and the remaining ones which are expected to be roughly proportional to the final weight
itself. For the latter items, the latest weight fractions and their sum ¥ are first computed
using the best previous Wyro.

f cone — Wcone / WMTO
fhbend = thend/WMTO

fobend = Wibend/Wuro
fwing - Wwing/WMTO
fstrt = Witrat / Wiyro (680)
Jutait = Whtait/ Warro
f vtail = Witail / WMTO

feng = Weng/WMTO
ffuel = quel/WMTO

Ef = fcone + fhbend + fvbend +...+ ffuel + fapu + fhpesys + flgnose + flgmain (681)

Note that fapu, fupesys, fignose, figmain always stay fixed and do not need to be recomputed.
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In summary, assuming that ¥, stays fixed is equivalent to assuming that the new weight
satisfies the following relation.

(WMTO)HGW = Wﬁx + Wpay + Wpadd + Wshell + Wwindow + I/I/insul + Wﬂoor
+ (WMTO)new Zf (682>

At this point, the fraction sum X is monitored to detect a weight divergence:

Yy > 1 — weight divergence, stop (683)
¥y < 1 — weight converging, continue (684)

For the normal second case, the new total weight can be computed explicitly from (682),

Wﬁx + Wpay + Wpadd + Wshell + Wwindow + I/Vinsul + Wﬂoor

(WMTO)HeW - 1— Zf

(685)

which is then used with the fractions to obtain the corresponding new component weights.

Weone (WMTO ) new Jfeone
Whibend = (Waro )new fibend
Wibend = (Warro)new fubend

Wiing =  (Warro)new fwing

Wirat =  (Wiiro )new fstrus (686)

Whtaﬂ = (WMTO ) new f htail

thail = (WMTO ) new f vtail

Weng = (Watro)new feng
Wit = (Wuro)new fruel

Wapu = (Waro)new fapu
Whpesys = (Wairo)new fopesys
I/Vlgnose = (WMTO ) new f lgnose
VVlgmam (WMTO>neW f Igmain

Updating via expressions (685) and (686) in effect assumes that the weight fractions and their
sum Y in the denominator will not change in the next iteration, in contrast to expression
(679) which assumes that the weights themselves will not change. Since the former is a
much better assumption, using (685) gives a significant improvement in convergence rate
over what would be achieved if (679) was used instead. The convergence rates are compared
in Figure 23. The improvement is greatest for long-range aircraft, for which the airframe
and fuel weights are more strongly coupled.

A convergence factor of ~ 0.20 is typically observed, giving convergence to machine zero in
15-25 iterations. In light of this performance, the far greater complexity of the alternative
Newton iteration method is simply not warranted. Its added cost of computing the Jacobian
matrix would likely swamp the potentially fewer iterations that it offers.

The overall iteration procedure is shown in Figure 24. After convergence, the result is the
aircraft characteristics and performance as functions of the input parameters.
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Figure 23: Weight-iteration convergence for long range and short range aircraft.

3.13 Overall Weight Iteration (Off-Design)
For the off-design case, only the fuel weight is updated, to give the takeoff weight W.

(WTO)neW = Wﬁx + Wpay + Wpadd + Wshell + Wwindow + I/Vinsul + Wﬁoor
+Wcone + thend + Wvbend + Wwing + Wstrut + Whtail + thail
+Weng + quel + Wapu + Whpesys + I/Vlgnose + I/Vlgmauin (687>

3.14 Takeoff Performance

The takeoff performance of the converged aircraft can be performed after the weight conver-
gence, as a post-processing step. The takeoff quantities of interest are the obstacle-clearance
takeoff distance /1, the balanced field length /g, and the balanced-field climb angle ygp.
The calculation procedures for these quantities are described in the separate document “Bal-
anced Field Length Calculation”.

3.15 Noise Calculation

The mission calculations described above assume a smooth fixed-power climb immediately
from takeoff, as shown in Figure 22. However, for takeoff noise calculations a modified
noise-abatement initial climb profile is assumed, as shown in Figure 25. Full takeoff power
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Initial weight guesses

7
'
~ Surface spans, areas
Y
~ Loads, Shears, Moments
Y
Parameters ~ Structural gauges
v
( Mach, - Volumes and Weights
Nmax, Y
fétpr,%s,s’ ~ Drag, Engine size+weight
Tmetal, Y
IBFmax, ; ;
Sweep, Trajectory, Fuel Weight
Altitude, \ N
FPR, Total Weight converged? ———
BPR, Y

Ttd,
)

Y

Configuration, Weight, Fuel burn, T/O perf, ..

Figure 24: Weight-iteration procedure.

is assumed until the cutback point, which is implicitly specified by the cutback sight angle
Ocs. A reduced power is then specified, just enough to maintain the small cutback climb
angle vcs. The cutback-point location is then determined by geometry.

tan yro

Ahro = (lobs — lro) (688)

1 4 tan vy cot Ocp
1

lCB = (lobs - lTO) 1+ taH’YTo cot 90B + lTO (689)

The sideline noise dBg;, is measured at the sideline position at aircraft liftoff point /1o and
450 m laterally, with the aircraft at takeoff power. The cutback noise dB¢p is measured
from the runway point, with the aircraft at the cutback point Iy, hro at takeoff power. The
flyover noise dByo is measured from the runway point, with the aircraft directly overhead
at cutback power. Optimization constraints can be applied on the three dB noise values to
seek the optimum 6.5, and the takeoff and cutback T}, values.
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Figure 25: Noise-abatement climb profile.

4 Optimization

The parametric sizing, weight, and performance estimation method described so far is now
subjected here to an optimization process, where a selected subset of the model parame-
ters are computed via optimization, instead of being explicitly prescribed. The result is a
considerable reduction in the number of independent model parameters which need to be
considered and manually examined.

4.1 General Theory

Consider an objective function F'(q) which depends on a number of independent model pa-
rameter quantities q. Now partition these ¢ into two groups v and p,

{a = {v.p} (690)
F(Q) = F(v,p) (691)

where

1. The influence of v on F' is non-monotonic, i.e. OF/0v = 0 somewhere in the model
parameter space {¢}. In optimization terminology, these v are called Design Variables.

2. The influence of p on F' is monotonic, i.e. dF/dp has the same sign throughout the
model parameter space {¢}. In optimization terminology, these p are called Design
Parameters.

The Design Variables v are now explicitly determined by imposing the optimality equations
for F' with respect to v. These particular v values are denoted by v*(p).

OF (v,p)

v |. =0 — V' (692)

The corresponding values of F' are a simplified function F* of only the Design Parameters p.
Fuwp) — F@'w,p) = Fo) (693)

The result is a reduction of the effective design space which needs to be explored, from the
original {v, p} to the smaller {p}.
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4.2 Present Application
One objective-function output of the present sizing and weight estimation method is the fuel
energy consumption per payload-range,

quel hfuel
Wpay Rtotal

also known as “PFEI”. This can be generalized to a fleet-wide fuel consumption, by weight-
summing the quantities over any number of fleet missions of varying payload and range,

Zk Wy, VVfuel;C hfuel,rC
Zk Wi, ‘/Vpayk Rtotalk

where k is the mission index and wy, is the mission weighting factor. Different fuels used for
different missions can also be considered, via their different specific heating values Agyel,

F = Ey(AR,0,...) (694)

F = Eyp(AR,0,...) = (695)

In the objective function’s arguments, AR is the specified aspect ratio, o represents any one
of the material allowable-stress values, and ”...” denotes the remaining parameters which
will be ignored in this example. Clearly, 0Ey,/0c will be strictly monotonic negative, since
the stronger the material the lighter the aircraft and the less fuel energy it will require,
regardless of all the other parameter values. However, 0FEg,/0AR is expected to be zero
somewhere, since energy requirements increase if AR is too small (Cp, excessive), or if AR is
too big (Wying excessive). Therefore it’s possible to determine AR = AR* and corresponding
EZ, where the optimality condition dEg,/0AR = 0 is met, with the result that AR no longer
needs to be specified. This reduces the parameter space by one dimension, from {AR,o,...}
to {o,...}, as pictured in Figure 26, which a considerable simplification.

Ey, (o)
Eq, (AR,0)

()

Figure 26: 2D function Eg,(AR, o) replaced with two 1D functions EZ (o) and AR"(0) when
the 0Eg,/0AR| 4. = 0 optimality requirement is imposed.

4.3 Chosen Design Variables

The following quantities have been identified as suitable design variables for the present
sizing and weight model.
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he start-of cruise altitude

Cren  cruise lift coefficient

AR aspect ratio

A wing sweep

h wing box height/chord ratio (airfoil ¢/c)

FPR, design fan pressure ratio (also denoted by 7, )
BPR,, design bypass ratio

Tia,,  takeoff turbine inlet temperature

Ti4.y  cruise turbine inlet temperature

The remaining quantities are then the independent design parameters which need to be
individually or combinatorially sampled to discern their effect on the objective function, and
also on the design variables.

The overall iteration procedure with the embedded optimization is shown in Figure 27.
After convergence, the results are the aircraft characteristics (including the optimized design
variables) and the performance as functions of the input design parameters.

In order to reduce the size of the design parameter space, it is desirable to move as many of
the design parameters inside the optimization loop, by declaring them as design variables.
This typically requires higher-level fidelity models which can properly capture the effect of
the moved variables on the fuel-burn objective function.

4.4 Constraints

The sub-optimization procedure also provides a convenient way to incorporate constraints
which the aircraft must meet. One example is the requirement of a minimum balanced field
length, lgr < lgr,,.. The simplest way to implement one or more of such constraints is via
penalty functions. For example, the modified objective function would be

2

F = Epon) + K { max [0, log (W), | } (696)
where K is a suitable weighting factor. The optimization procedure will then drive the design
variables so that g exceeds [, . by at most a small tolerance, depending on the magnitude

of K. Other constraints can also be included by adding similar additional one-sided quadratic
terms.
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Total Weight converged? ———
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Optimize Design Variables
N
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Y]

|

Configuration, Weight, Fuel burn, T/O perf, ...
Sweep, Altitude, FPR, BPR, Tt4 ...

Figure 27: Weight-iteration procedure combined with optimization of the identified design
variables.

5 Parameter Sampling

In the optimization process described in the previous section, the Design Parameters remain
as independent quantities which can be arbitrarily set. These are typically quantities which
are not under the designer’s immediate control, such as specified payload and range, material
properties, field-length requirements, etc. It is of considerable interest to determine the
sensitivity of the optimized aircraft and performance to these external parameters.

An effective way to discern the effect of the parameters is to simply sample them at specified
intervals and compute and display the resulting aircraft and performance outputs. The
optimization can be optionally performed inside this sampling loop. Sampling up to two
parameters (called “i” and “j” parameters) is effective, since the resulting two-dimensional
data can be effectively displayed on contour plots or multiple line plots. The overall method

organization is shown in Figure 28.
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