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EUSTIS DIRECTORATE POSITION STATEMENT
; This report provides an insight into various approaches that can be
é taken in aircraft design to integrate and manage external airflows 1
3 soc as to minimize ultimate vehicle performance penalty. In this
1 case, stringent IR plume and hot-part suppression requirements greatly s i
1 increased external airflows, adding to the complexity of the 3
3 integration approach and dictating innovative design techniques. 1
4 The aircraft performance penalties from the IR suppression require- ~e i
4 ments were reduced through improved integration techniques for
various vehicle configurations, The results of this contract should
be integrated in future vehicle studies and in the formulation of
standard IR suppression criteria.
LeRoy T. Burrows of the Technical Applications Division served as ;
proiect engineer for this effort. 3
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) DISCLAIMERS

The findings in this report are not to be construed as an official Department of the Army position unless so
designated by other authorized documents.

When Government drawings, specifications, or other data are used for any purpose other than in connection

with a de‘initely related Government procurement operation, the United States Government thereby incurs no i
responsibility nor any obligation whatsoever; and the fact that the Government may have formulaied, furnished,

or in any way supplied the said drawings, specifications, or other data is not to be regarded by implication or #
otherwise as in any manner licensing the holder or any other person or corporation, or conveying any rights or [} E

permission, to manufacture, use, or sell any patented invention that may in any way be related thereto.

Trade nanwes cited in this report do not constitute an official endorsement or approval of the use of such
cosnmercial hardware or software. S

DISPOSITION INSTRUCTIONS

Destroy this report when no longer needed. Do not return it to the originator.

Sabagngiadl date L b 30 it L%J
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0. ABSTRACT (cont'd)

he baseline aircraft for the investication was a single-main-rotor,
win-engine utility helicopter with a design gross weight of 8500
ounds. Following an initial review of six innovative designs,

hree propulsion integratior concepts were selected for detailed
reliminary design based upon comparative analyses and evalua-

ions of overall system performance, system complexity, aircraft
ystem weight and design, technical risk, and control requirements.

The integrated concepts each incorporated a mechanically driven
blower to draw cooling air through the transmission oil cooler
pnd into the IR suppressor device, which was integrated with the
Pngine compartment cooling airflow and the particle separator
Ecavenge,

he propulsion integration concepts achieved a much greater measure
f protection against the IR missile threat than a current IR
uppressor design on the baseline aircraft, which did not meet the
uppression requirements established for this study. Also, reduced
ystem complexity resulted from the integration of airflow require-
ents into one blower, as well as fewer individual transmissions

in certain concepts. However, the penalties incurred were sub-
tantially more accessory (blower) power and a heavier weight empty,
hich served to reduce aircraft performance capability.

«caled aircraft with integrated propulsion systems and engines
caled in power and weight to provide the same performance capa-
ility as the baseline aircraft would provide the desired IR
uppression capability with a 15-percent increase in aircraf*’
pmpty weight and a 22-percent increase in installed engine power.
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SUMMARY

Under contract to the Tustis Directorate of the U. S. Army Air
Mobility Research and Develoupment Laboratory, the Boeing Vertol
Company developed integrated engine/transmission/airframe
conceptual designs for a utility helicopter to meet projected
airflow requirements of future Army aircraft. The design
program culminated in comparative analyses and evaluations of

a baseline and six innovative concepts. Aircraft systems were
evaluated on the basis of performance, weight, complexity and
technical 1isk. This document is the final report of the

: aircraft desiun investigation.

BASCLINE AIRCRAFT

The baseline aircraft selected for the conceptual analyses
ani preliminary designs was a single main rotor, twin-engine,
utility helicopter, with a design gross weight of 8500 pounds,
shown in Figure 1. Rotor system, structure, and materials
utilized in the design were consistent with current design
techniques as refined by 1980, and the drive system reflected
state-of-the-art technology, proven by component demonstra-
tion. Suitable armor was ~vovided for crew and critical
component protection. Airframe ventilation and compartment
cooling (including electronic equipment) was supplied by a
senarate fan, which was incorporated into the engine bleed-air
pneumatic system for cockpit and cabin heating when required.

ENGINE CONFIGURATION

The advanced-technology turboshaft engines used in the study
offered the alternative of front or rear drive, 30,000 rpm
output shaft speed, and the capability of operating in either
horizontal or vertical attitude. The engine included an
integral inlet particle separator (IPS) and an integral lube
system with a fuel-oil cooler. The engine was installed in

a nacelle compartment to provide a continuous flow passage
for cooling air, which was induced by an integrated engine
exhaust-powered ejector.

The infrared (IR) suppression goal established for the engine
exhaust plume was so rigorous and the resulting plume dilution
requirement so great that it dictated an abundant amount of
cooling airflow for IR suppression. Consequently, a design
aoal of 200°F metal temperature was established for the hot-
metal IR suppressor. Suppressed signatures for the integrated
propulsion system concents were consistent with the following
temperature levels:
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o Hot metal temperature = 200°F

400°F

1

o Exhaust plume temperature

This level of IT suppression was provided over the entire
flight spectrum.

INNOVATIVE CONCEPTS

In addition to the baseline aircraft with no IR suppression
(Concept a), six advanced propulsion system concepts were
identified for conceptual analyses. Design features of
candidate concepts are outlined in Table 1. Airflows for the
engine inlet and inlet separatcr ccavenge, engine and drive
train compartment cooling, transmission oil ccoling, and IR
suppressor were integrated in each advanced conceot.

ATRCRAFT MISSIONS

Comparative analyses and evaluations of the diffcrent concepts
were conducted for aircraft with a constant design gross
weight of 8500 pounds. The range capability of the aircraft
was defined based upon the mission noted below:

Extended Loiter Mission

1. HOGE, 15 minutes at 4000 feet, 95°F.

2. Cruise outbound to mission radius, 140 knots,
at S.L., 59°F.

3. Loiter 1 hour, 70 knots, at S.L., 59°F.

4. Cruise inbound, 140 knots, at S.L., 59°F.

5. 30-minute reserve at 140 knots, at S.L., 59°F.
6. Entire mission flown with payload.

An alternative "Radius Mission" was postulated, flown entirely
at 4000 feet, 95°F:

Short Loiter Mission

1. Warm up 2 minutes at maximum continuous power.
2. Cruise outbound to mission radius, 140 knots.
3. Land, unload payload.

4. Warm up 2 minutes at maximum continuous power.

3
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5. Cruise inbound, 140 knots.

6. Reserve is 10 percent of initial fuel.

TABLE 1. CANDIDATE PROPULSION SYSTEM CONCEPTS

CONCEPT

IN-FUSErAGE

Fan-

CONCEPT DESIGNATION

ENGINE
Front Drive (F) F F F F
Rear Drive (R) R R R

ENGINE MOUNTING
Horizontal (H) H H H H H
Vertical (V) \Y v

ANTITORQUE DEVICE
Tail Rotor (TR) TR TR TR TR TR TR

Vectored Fan (VF) VF

INTEGRATED COOLING-FLOW CONCEPT
Transmission-Driven Fan (X) X X '
Tail Rotor Shaft Fan (TR) TR TR TR
Fuselage-Mounted Fan (F) F
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ADVANCED-CONCEPT PRELIMINARY DESIGNS

Of the initial six propulsion integration concepts, a prelim-
inary design was performed for three, selected on the basis

of comparative analyses and evaluations of overall system
performance, system complexity, aircraft system weight and
design, technical risk, and control requirements. A detailed
breakdown of the concept selection criteria and weighting
factors is included in the text of the document. Selected
advanced concepts are pictured schematically in Figure 2, and
include the horizontal, front-drive enaine concept; the
vertical, front-drive engine conceot; and the horizontal,
direct-drive engine concept. In each concept a large fan,
either concentric with the tail rotor shaft or driven from

the main transmission, draws cooling air through the trans-
mission o0il cooler and pumps it into the suppressor device.

: Part of the cooling air used for plume dilution, in conjunc-

i tion with the engine exhaust, provides the ejector action to
ventilate the engine compartment and scavenge the inlet
particle separator. The remainder of the cooling air provides
hot metal cooling - the horizontal, front-drive engine concept
uses a plug suppressor; the vertical, front-drive concept uses
a vane-type suppressor; and the horizontal, direct-drive engine
concept uses a vane-type suppressor followed by a jumbo-slot
duct.

i

Each of the advanced conceots resulted in increased emoty weight
which impacted aircraft range capability, and each resulted in
increased accessory power requirements which diminished verti-
cal climb capability. The impact of a current IR suppressor
design on weight and performance of the baseline configuration
also was determined (designated Concept a'). Figure 3 compares
the propulsion system and aircraft performance parameters for
these designs.

The concept with horizontal, front-drive engines
had the lowest weight empty of the aircraft with
integrated propulsion system installations, and
offered good range capability but only moderate
. vertical climb capability. Engine-installation
related factors in the aircraft system design
compared favorably to the baseline aircraft.
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The vertical, front-drive engine concept had a
larger weight empty and less installed power
available due to engine inlet plenum losses.
Although the aircraft had good range capability,
its vertical climb capahility was substantially
reduced. Complexity was reduced significantly
by elimination of engine transmissions and
bevel-gear meshes in the diive train from engine
to main rotor.

The horizontal, direct-drive engine concept also
had a larger weight empty, but the installed
power avallable was greater, so the aircraft

had excellent vertical climb capability, although
only moderate range capability. The direct drive
into the main transmission from the rear-drive
engines, without an engine-mounted transmission,
contributed to reduced complexity of this
concept.

The current IR suppressor design provided substantially less
protection against the IR missile threat. Suppressed
signatures for this design were consistent with the following
temperature 1l:rels:

o Hot metal temperature 275°F

o Exhaust plume temperature 642°F

Figure 4 graphically illustrates the improved IR protection
which the advanced concepts afford. Since aircraft system
requirements dictated suppressed signatures much less than
those obtainable by the baseline with a current suppressor
design, the advanced propulsion integration concepts were
necessary to achieve the desired IR protection. In addition,
the advanced concepts offered improvements in IR suppression
with less complexity than the baseline in terms of numbers
of subsystems and components.

ADVANCED CONCEPT SELECTION

On the basis of the concept selection criteria discussed in
the text of the document, there was very little difference
among the advanced concepts in the total evaluation. While
Figure 3 shows the superior range of the horizontal, front-
drive concept and the superior climb capability of the
horizontal, direct-drive concept, the reduced complexity of
the vertical, front-drive enaine concept compensated for its
slightly poorer performance and made it virtually equal to
the highest rated concept. Although cost was not considered
in the study, qualitative evaluations of aircraft system life-
cycle costs indicated that the vertical engine concept also

3
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was the best ir this regard. Research, development, test,

and ergineering (RDTE) cost factors are only a small percen- 1
tage of the total life cycle cost of an aircraft system

comwared to production costs, which amount to slightly less

than one-third, and operations and maintenance (0O&M) costs,

which comprise two-thirds of the life-cycle costs. Technical

risk considerations and their impact on RDTE costs are

relatively unimportant. Slight differences in aircraft cmoty

weight for the advanced concepts, which would be reflected

in production costs, make little difference in life cycle -
costs. But compla:rity and design factors, such as number of

blowers, number of transmissions, number of bevel gear meshes,

and engine accessibility, have the greatest imwact on O0&M

costs and life-cyc.e costs. The vertical, front-drive engine

concept was superior to the others in this respect, and is
recommended as the best of the advanced concepts.

s

SCALED AIRCRAFT

o gt

It is of interest to compare the takeoff gross weight of
aircraft scaled up in weight to perform the same mission and
have the same climb capability, with engines scaled up in
power and weight. Figure 5 compares "rubberized" versions of
the baseline and the advanced concepts to meet the following
performance requirements:

o 500-fpm vertical climb capability at 95-percent
IRP (Intermediate Rated Power), 4000 feet, 95°F :

o Design mission with 50-NM radius

There was little difference in gross weight among any cf the
advanced concepts.

el e a0 i
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PREFACE

This final technical report completes a 7-month design
investigation of integration concepts which provide total i
airflow and power management to meet requirements of future b
Army helicopters. Bozing Vertol Company conducted the pro- i
gram under U. S. Army Air Mobility Research and Development 3
Laborator’ Contract TAAJ02-74-C-0043, Engine/Transmission/
Airframe Zdvanced Integration Techniques.

Technical direction was provided by Mr. Leroy Burrows and :
Mr. James Gomez of the Technology Applications Division, y ;
Eustis Directorate, U. S. Army Air Mobility Rescarch and ]
Development Laboratory. ‘
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INTRODUCTION

Propulsion system installaticns in future U. S. Army helicop-
ters will be required to provide airflows for the following

requirements:
o Engine compartment cooling
o Drive train and transmission o0il cooling
o Engine o0il cooling

o Infrared suppression (hot metal cooling and engine
exhaust plume dilution)
(]

o Engine inlet particle separator (IPS) scavenging
o Airframe ventilation (cockpit and cabin cooling)

In recent years increasing effort has been devoted to provid-
ing the proper environment for the propulsion and drive
systems of military helicopters and to reducing their vulner-
ability, particularly as it depended upon the propulsion and
drive systems. IPS kits have been developed for present-
generation aircraft to provide engine-irlet protection from
sand and dust contaminants. IR suppressor kits have been
developed to provide suppression of the engine hot metal
signature and, to a limited extent, suppression of the =ngine
exhaust plume signature. Advanced turboshaft engines are
trending to higher pressure ratios and turbire-inlet tempera-
tures, and installation designs must provide cooling air for
the accompanying high skin temperature and heat rejection.
Integral oil systems with fuel/oil coolers are incorporated
into some present-generation engines as well as into advanced-
technology engines.

Integrated propulsion system concepts which provide efficient
management of total airflow and power are needed to minimize

installation complexity, cooling drag, and engine and trans-

mission installation losses.

Under contract to the Eustis Directorate of the U. S. Army Air
Mobility Research and Development Laboratory, the Boeing
Vertol Company conducted a 7-month study of innovative engine/
transmission/airframe integration concepts which provide total
airflow and power management, to mc.t projected requirements
of future Army aircraft. The oL ,ective of the work performed
under this contract was to develop integrated design concepts
for a utility transport helicopter including engine inlet
foreign particle protection, exhaust plume and hot metal IR
signature suppression, engine and transmission oil cooling,
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engine compartment cooling, aircraft ventilation, and pylon
boundary layer control to reduce drag. Six integrated concepts
were initially presented and evaluated in comparison to the
baseline aircraft propulsion system, and three were selected
for preliminary design based upon the following considerations:

Overall System Performance
System Complexity
Aircraft System Weight
Aircraft System Design
Technical Risk

Control Requirements

22




AIRCRAFT SYSTEM REQUIREMENTS

Aircraft system requirements were established initially to pro-
vide the basis for the conceptual propulsion system designs and
comparative analyses and evaluations. The helicopter configu-
ration, design, mission, and payload were defined. State of
the art of structures technology and drive system design were
selected. Engine performance and weight, including an integral
inlet particle separator, were established, and the required
levels »f engine hot metal IR suppression and exhaust plume
dilution were stipulated.

BASELINE AIRCRAFT DEFINITION

The bkaseline aircraft selected for the conceptual analyses and
preliminary designs was a single main rotor, twin-engine,
utility helicopter, pictured in Figure 6. Rotor technology
was based upon Boeing's YUH-61lA and BO-105 helicopters. The
hingeless, four-bladed, advanced-technology main rotor system
used in the design incorporated advanced airfoils and com-
posite materials. The rotor possesses a diameter of 40.92

ft ainl a solidity of 0.C7.

A flex-strap tail rotor with an 8-foot diameter was selected
to fulfill the antitorque requirement, and is impact resis-
tant for safety, deiced for all-weather operations, and
offers high capacity through the use of advanced airfoils.
The vertical fin was designed to ensure level flight after
complete tail rotor loss, and is deiced for all-weather
operations.

The propulsion-drive system arrangement incorporated horizon-
tal front-drive engines mounted parallel to each other, with
engine transmissions to provide a right-angle bevel gear drive
into the main transmission. The separated engine arrangement
offers good survivability characteristics, since the sepuaration
between the two minimizes potential damage to both from a sin-
gle projectile and also reduces secondary damage potential. 1In
addition, engines which are separated from each other, the
passenger compartments, and the fuel provide good safety and
crashworthiness characteristics.

The main transmission of the baseline aircraft consisted of a
spiral-bevel collector gear and a single planetary reduction
stage. Use of only two stages of reduction results in a low
main rotor transmission profile, which permits the aircraft to
be loaded on the C-130 and C-140 without hub removal. A drive
shaft extends from the main transmission to the intermediate
transmission and another shaft to the tail rotor transmission,
which drives the tail rotor.
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Two accessory gearboxes, located fore and aft and driven by
the main transmission, provide redundant electrical generators
and hydraulic pumps for the aircraft subsystem requirements.
The forward accessory gearbox (AGB) also incorporates a rotor
brake. Mounted on the aft AGB is an integral oil cooler and
blower unit which provides o0il cooling capacity for the main
transmission, both AGB's, and both engine transmissions.

Main engine starting is accomplished by batteries and an elec-
trical starter, as discussed in the paragraph on the PROPULSION
SYSTEM. Aircraft size, and particularly the small size of the
main engines, precludes the use of an APU. Operating one main
engine provides the facility of ground checkout of equipment
and cockpit/cabin heating or ventilation.

The baseline aircraft does not possess an IR suppression system,
although the impact of a current IR suppressor design on the
baseline aircraft weight and performance was evaluated and is
discussed in the section on DESIGN ANALYSIS.

Baseline Aircraft Sizing

A parametric sizing study was conducted to define the baseline
aircraft to meet the system requirements stated below:

Single main rotor, twin-engine utility helicopter
Design gross weight (DGW) of 8500 pounds (desired)
Payload of 960 pounds (4 equipped troops)
Crew weight of 500 pounds {(crew of 2)
Climb capability of 500 ft/min at 95 percent
Intermediate Rated Power (IRP), 4000 feet, S$5°F
6. Design mission (at Sea Level/59°F)
- 15-minute hover
- Cruise outbound at 140 knots
- Loiter 60 minutes at 70 knots
- Cruise inbound at 140 knots
- 30-minute reserve at 140 knots
7. Two advanced-technology turboshaft engines with
integral inlet particle separator (IPS), no IR
suppressor, 1614 shp installed power available
at sea level/ 59°F
8. Drive system technology consistent with the
state of the art
9. Rotor system, structure, and materials technology
as refined by 1980

U N
« s s e e

The parametric trend data is displayed in carpet plot format
as a function of disc loading, rotor tip speed, and miscion
radius in Figures 7 and 8. The trend data is based upon main-
taining a constant thrust capability (Cp/c) of 0.116 (at an
advance ratio of 0.315) and a solidity of 0.073.
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E BOEING YUH-61A TYPE HINGELESS
‘ ROTOR SYSTEM UTILIZING GLASS
FIBER REINFORCED PLASTIC BLADES
1 AND TITANIUM HUB, 351 RPM ROTOR
E T SPEED

: PILOT'S STATION
E:.
3
' 0 20 40 60 80 100 COPILOT'S STATION
¥ Lid L 1dli
! INCHES 40 FT-11 IN. DIA
‘ F_.——’—— ]‘ A —— e WS LR
WL 174
. 54 IN.
3 96 IN. 9FTSHIN,
E FUSELAGE WIDTH CABIN HT
WL 120
, |

Figure 6. Three-View Drawing of Baseline Utility Helicopter.
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HINGED AND SLIDING DOORS.
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Locus lines were developed on Figures 7 and 8 for a parametric
family of 8500-pound gross weight aircraft and a parametric
family of aircraft using tne available installed power of

1614 shp. 7o avoid the confusion of a multiplicity of locus
lines, only the lines for 750-ft/sec rotor tip speed have been
indicated on the carpet plots.

Utilizing the constant DGW and installed shaft horsepower locus
lines of Figures 7 and 8, Figure 9 was developed. As
indicated, the main rotor diameter decreases with increased

tip speed. Limiting the tip speed to 750 ft/sec dictates a
rain rotor diameter of 40 ft, 11 in.

A complete description of the baseline aircraft is provided in
Tables 2 and 3, which list size and weight data by subsystem.

Mateiials and Weight Trends

The technology level of the rotor system, structures, and
materials of the baseline aircraft is consistent with ~urrent
design techniques as refined by 1980. Studies were conaucted
to determine where advanced composite materials could be em-
ployed in structure and fairings. During the structural
design investigation, advanced structural techniques were
defined which utilized the latest analytical, material, and
fabrication technology for significant vehicle weight reduc-
tions without sacrificino structural efficiency, fail-safety,
safety and producibility. These initial studies showed a
possible reduction of 25% in the vehicle weight by the use of
advanced composites in the 1980 time period.

The reduction in weicht could be realized in the following
areas:

Body 15 percent reduction
Horizontal Tail 21 percent reduction
Engine Section 12 percent reduction
Landing Gear 13 percent reduction

Advanced Aircraft Structure 25 percent reduction

However, for the purpose of this study, a weight reduction of
only 15 percent was assumed to minimize program risk.

Figure 10 shows an exploded view of the advanced aircraft major
structures and those items scheduled for the weight reduction
as refined in 1980. The major items that contributed to the
weight decrease of the advanced aircraft were as follows:
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BASEBENE ATRCRAFT DIMENSIONAL AND PERFORMANCE DATA

Aircrart Subsystem

Cimension/Per formance

Fuselage
length (Body & Tail Boom), ft
Length (Cabin), ft
Length (Body), ft
Length (Tail Boom), ft
Fwd. Rotor Location, ft
width, ft
Wetted Area, sq ft

Horizontal Tail
Aspect Ratio
Area, sg ft
Span, ft
Mean Chord, ft
Taper Ratio
Thickness/Chord
Hor. Tail Arm, ft

Vertical Tail
Aspect Ratio
Area, sq ft
Span, ft
Mean Chord, ft
Taper Ratio
Tail Rotor (vert.) Location, ft

Tail Rotor/Vert. Tail Overlap Ratio

Thickness/Chord

Main Rotor Pylon
Aspect Ratio
Wetted Area, sg ft
Frontal Area, sq ft
Height, ft
Mean Chord, ft
Taper Ratio
Root Thickness/Chord
Tip Thickness/Chord

Main Rotor
Diameter, ft
Solidity
Disc Loading, lb/sqg ft
Thrust Coeff./Solidity
No. of Rotors
No. of Blades/Rotor
Blade Twist, deg
Blade Cutout/Radius Ratio
Tip Speed, ft/sec

Tail Rotor
Diameter, ft
Solidity
Net Disc Loading, lb/sq ft
Thrust Coeff./Solidity
No. of Blades/Rotor
Blade Twist, deg
Blade Cutout/Radius Ratio
Main/Tail Rotor Gap, ft
Tip Speed, ft/sec

4l.6
9.2
20.1
21.5
12.6
8.0
492.1

5.700
20.8
10.9
1.9
0.566
0.150
21.7

1.722
19,2
S
3is
0.473
4.0
0.563
0.230

0.100
18.3
4.4
0.8
8.3
1.000
0.270
1.n00

40.9
0.073
6.5
0.116
1.

4.
-12.000
0.230

750.

-9,000
0.250
0.5
741.
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Ajrcraft Subsystem

: TABLE 3, BASELINE AIRCRAFT WEIGHT DATA

Weight, 1b

Propulsion Group

Total Main Rotor Group
Main Rotor Blade (Per Rotor)
Main Rotor Hub (Per Rotor)

Drive System

Primary Engines

Primary Engine Installation

Fuel System

Total Propulsion Group Weight

Structures Group
Tail Group
Hor. Tail
Tail Rotor
Fuselage
Landing Gear
Nose Gear
Main Gear
Total Structure Weight

Flight cControls Group
Primary Flight Controls
Cockpit Controls
Main Rotor Controls
Main Rotor Systems Controls
Fixed Wing Controls
SAS
Total Flight Controls Group Weight

Weight of Fixed Equipment
Weight Empty

Fixed Useful Load
Operating Weight Empty
Payload

Fuel

Gross Weight

888.
492. 3
396. :

923.
430.
261,
87
2675.

5.
35.
40.
B.SW
245.
55.
190.
1157.

48.

255,

237.

3/

39.
592 .

1483,
SI907.
506.

6413,
960.
1127.

8500.
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Cockpit Enclosure was composed of composite honeycomb
sandwich molding (sandwich fiberglass) with integral
reinforced side post flanges and plastic core epoxy
matrix. The unit was a one-piece molding, or in two
b2lves with a vertical splice.

Loors consisted o. a composite honeycomb sandwich of
fiberglass with molded composite close-out members around
door edges.

Floor panels were a plank configuration made in composite
honeycomb sandwich (graphite-epoxy), which were
mechanically attached to an underfloor structure of ar
"egg crate" arrangement. Floor also consisted of con-
tinuous longitudinal floor beams with intercostal frames
of composite honeycomb sandwich construction.

Upper Deck structure was formed by a composite honeycomb
sandwich (graphite-epoxy) horizontal deck panel, canted
at its rear end, combined with two deep buttline beams of
the same construction attached to the rear underside of
deck, with matching continuous beams running longitu-
dinally along upper surface of deck.

Engine Fairings were thin honeycomb sandwich composite
(graphite-epoxy) molding.

Tail Boom Assembly structure was a two-piece clamshell
construction with molied honeycomb ,sandwich (graphite-
epoxy), requiring only end frames for stabilization.
This assembly consisted of a molded honeycomb sandwich
frame at the forward end and canted banjo-type one-piece
frames of same design loceced in line with vertical
stabilizer front and resa: spars. Upper and lower splice
joints are either hot wonded or mechanically fastened.

Horizontal Stabilizer was a full-depth honeycomb core
with composite (fiberglass) skins and flat tapering spar
caps running spanwise and overlapping a titanium root

end fitting with tapering flat prongs. A detachable
leading edge nose skin was of thin honeycomb design.

Post end and tip ribs were of a conventional aluminous
alloy design and bonded to skin and core (graphite-

epoxy) structure. A four-bolt lug system enables the
stabilizer to be folded, if need be, for transportability.

Vertical Tail was a one-piece torque box section of
composite honeycomb sandwich (boron epoxy), formed by an
inner skin with integral unidirectional cap material
molded over inflated-type mandrel. Honeycomb core sheets
were hot molded and wrapped over the inner skin.
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Separate flanged molded channels matching front and rear
spar widths were bonded to spars and banjo frames in
tail boom, to join stabilizer to tail boom.

o Landing Gear construction utilized metal matrix and/or
epoxy matrix in the drag struts and oleo barrels,
pistons, etc.

Valuable weight and layup time can be saved by integration of
high and low modulus materials in hybrid (mixed system) sand-
wich skins. In addition, the use of hybrid sandwich skins
satisfies strength and stiffness requirements while providing
improved impact resistance, fail-safety, ballistic tolerance
and crash attenuation. Weight savings realized from the use
of composite materials are summarized in Table 4, which shows
the actual percent weight reduction used in the study.

Armor Requirements

Suitable armor was .dentified in the aircraft configuration
design to provide protection for crew and critical components
against 7.62-mm projectiles. This criterion for armor protec-
tion is consistent with that used in Boeing's YUH-61A UTTAS
helicopter.

Protection of the aircraft against a 23-mm threat would
entail a large increase in weight empty for adequate armor.
Decreased vulnerability through careful consideration in
design was judged to be a more desirable approach, since
armor protection against the larger projectile threat would
have a major impact on study results.

Ventilation and Cooling Requirements

The environmental control system provides the heating and
ventilation, cooling and thermal control for the cockpit and
cabin, avionics, and other equipment in the crew compartment
consistent with system requirements. An electric fresh air
fan provides ambient air for compartment ventilation (both
cockpit and cabin) in the absence of a heating demand. The
fan and associated ducting direct the air into the cockpit or
cabir., rather than sucking air from inside the aircraft. Com-
partmein: heating is provided by bleed air from the main
engine. Sufficient bleed air is available to meet this
require..ent.
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DRIVE SYSTEM

The baseline aircraft incorporates a current state-of-the-art
drive system patterned after the YUH-61A UTTAS. Tech-

nology differences between the baseline and the advanced con-
cepts were primarily in the propulsion system installations,
specifically the main transmission and the overrunning-clutch
designs. These differences were based upon proven engineer-
ing designs substantiated either in service or by test.

The bas:sline drive system configuration incorporates engine
nose gearboxes with a right-angle drive into the main trans-
mission, which consists of a spiral bevel collector gear and
a single planetary reduction stage. The baseline configura-
tion offers the advantages of the overrunning clutch, lo-
cated on the low-speed shaft which provides good reliability.
In addition, the spiral bevel collector gear and single-stage
planetary main transmission represent a low-weight, low-risk
installation. The propulsion-drive system installation of
the baseline aircraft is pictured in Figure 11.

Transmissions

The engine nose gearbox, directly mounted to the engine, pro-
vides a short, accurately aligned, completely contained
installation of the high-speed (30,000 rpm) engine output
shaft. A single spiral bevel mesh in this transmission per-
mits the clutch to be located on the lower speed shaft and
integral with the nose gearbox. The clutch is a sprag-type
clutch, designed to overrun for at least 30 minutes after
loss of all oil.

The collector gear of the main transmission is attachec to
the sun gear of a single planetary gear stage. The maian
transmission housing is an aluminum forging.

A prime lubrication system and a backup system were con-
sidered for all configurations, with pumps and tanks armored
against 7.62-mm projectiles and designed to minimize damace
due to 12.7-mm and 23-mm HEI projectiles.

The drive systems for each of the advanced concepts, although
differing in design from the baseline, incorporated current
technology with design refinements that can be expected by
the 1980 time period.
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Transmission 0il Cooler/Blower

3 Investigations undertaken by Boeing Vertol indicated the re-
duced vulnerability and improved cost effectiveness of an
annular type integral oil-air cooler for helicopter trans-
missions. A subsequent development program demonstrated the
feasibility and practicality of the annular oil cooler con-
cept. The results of the latter program are reported in
Reference 1. The development hardware weighed 26.4 1lb (16.2-
1b heat exchanger core and 12.2-1b blower) and the cooler
produced 2340 Btu/min, which exceeds the present study air-
craft requirements. This integrated cooler/blower concept
provided the following advantages:

o Improved survivability

0 Increased cooling effectiveness

o Cost effectiveness

o Excellent vibrational characteristics
The transmission losses for the baseline aircraft and ad-
vanced concepts, discussed in the paragraph on Transmission
Losses and calculated in Appendix A, were 1285 Btu/min. Con-
sequently, for this application heat exchanger core and blower

were scaled down from the developed hardware to 12.0 1lb and
6.0 1lb, respectively.

The integral oil cooler/blower concept as used in the study
is consistent with the state of the art as proven by the
referenced component demonstration, and suitable for a 1980
aircraft.

Accessory Gearboxes

‘ The propulsion system installation incorporated two accessory

1 gearboxes, separated fore aad aft of the main transmission,

' to provide redundancy in subsystem power supply and so improve
aircraft survivability. On each of the accessory gearboxes

(1) A. J. Lemanski and H. J. Rose, INVESTIGATION OF AN EXPERI-
MENTAL ANNULAR-SHAPED INTEGRATED TRANSMISSION OIL COOLER
DESIGN, The Boeing Company, Vertol Division; USAAVLABS
Technical Report 70-41, U. S. Army Aviation Materiel
Laboratories, Fort Eustis, Virginia, September 1970,

AD875985.
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was mounted an electrical generator and a hydraulic pump. In
addition, on the baseline aircraft, a rotor brake was mounted
on the forward AGB and the integral oil cooler/blower mounted
on the aft gearbox.

Accessory loads of 25 shp were used in the investigation to
prcw ide electrical, hydraulic, and mechanical blower power.

Transmission Losses

The losses assumed in study performance calculations for each
of the transmissions and gearboxes are itemized below (per-
centage losses are based upon the total two-engine power out-
put which is input to the aircraft drive system):

Engyine Transmission 1.00 percent

Main Transmission -

Spiral Bevel Input 0.60
Spiral Bevel Tail Rotor (2) 0.08
Main Rotor Planetary 0.66
AGB Meshes 0.04
Intermediate Transmission 0.10
Tail Rotor Transmission 0.10
Accessory Gearbox 0.20
Total 2.78 percent

PROPULSION SYSTEM

The utility aircraft are powered by two advanced-technology
turboshaft engines which' offer the alternative of front or
rear drive, and are capable of operating in a horizontal or
vertical attitude at a 30,000-rpm output shaft speed. The
selected engine has an integral inlet particle separator
scavenged by an engine-mounted blower, and an integral oil
system, including tank and fuel-o0il cooler. At sea level/
59°F and intermediate rated power (IRP), this engine produces
807 shp at the optimum output shaft speed and 794 shp at the
design output shaft speed, 30,000 rpm. The engine installa-
tion provides sufficient cooling air induced by an exhaust-
powered ejector to meet engine heat rejection rates and com-
partment temperature requirements. The induced airflow re-
duces the temperature of nacelle equipment and structure to
the extent that surface temperatures and adequate ventilation
prevent compartment fires which may result from fuel leakage.

Preceding page blank
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Engine Configuration and Weight

The advanced-technology engine for this application incorpo-
rates a high compressor pressure ratio to provide low specific
fuel consumption (SFC) characteristics and a high turbine-
inlet temperature to provide a specific horsepower of 165 shp/
pound/second (output shaft horsepower per pound/second of
engine airflow).

The engine installation drawing pictured in Figure 12 illus-
trates the configuration details, including the integral
particle separator (IPS) scavenge blower ana the integral oil
system. The IPS blower system was assumed to weigh 10 percent
of the total engine weiaght, 5 percent each for the IPS and

for the blower. The weight of the baseline engine (including

the IPS system) is 215 pounds.

The engine's integral oil system includes the tank and the
fuel-o0il cooler. Calculations indicated that the fuel-oil
cooler provided adequate capacity to absorb the heat rejected
to the engine o0il. However, the SFC of an advanced-technol-
ogy engine could prove too low to prov.de a sufficient reser-
voir for the heat rejection. In this :vent an air-oil cooler
using particle separator scavenge airflow offers a suitable
alternative heat sink. For either design, the total engine
0il cooling system is integral with the engine.

The small advanced-technology engine has a relatively high
compressor pressure ratio and gas generator speed, both of
which impact engine starting requirements. The starter must
accelerate the engine to a correspondingly higher starter
cutout speed, and the compressor characteristics result in a
high drag torque throughout the starting regime. These
seemingly difficult starting requirements were the subject of
some investigation to ensure that they would not have a major
impact on the aircraft design. It was decided to incorporate
an electrical starting system for the enuine, and preliminary
studies were conducted of battery voltage-current capability,
degradation in capability at low amblient temperatures, starting
system resistance, and the match with typical electrical
starter characteristics. The results of these preliminary
studies indicated sufficient electrical starting capability at
standard ambient temperatures, but only marginal capability at
lower temperatures, due to increasing engine drag torque and
diminished battery cavability. However, conversations with
engine manufacturers relative to engine starting brought out
the fact that the small advanced-technology gas generators on
tests have exhibited lower starting power requirements than
the predicted curves would indicate. This encourages the

use of battery starting systems even for starts at lower
ambient temperatures.
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Another concept which has merit for electrical starting
systems is the use of two batteries in series to provide the
initial high-voltage requirement, with a switching mechanism
to switch to one of the batteries when the gas generator
accelerates beyond the initial low speed-high drag torque
regime of operation.

Engine customer bleed is available for aircraft cockpit and
cabin heating requirements. Because of the small size of the
engine, the percentage of bleed air permitted is small. But
the bleed-air port is at the compressor exit, and the high
pressure ratio and correspondingly high temperature result in
reduced bleed flows to meet the aircraft heating requirements.

Engine Performance

Performance data were generated for the advanced-technology
engines with no inlet particle separator or blower system. To
simulate performance data of the engine with an integral IPS,
typical inlet pressure loss and blower power corrections were
F applied (as illustrated in Figure 13). The resulting engine
performance is pictured in Figure 14. Performance of the
engine with no IPS system and performance with an integral
IPS/blower are compared at 100 percent output shaft speed,
30,000 rpm.

Performance parameters for the engine operating at intermediate
rated power (IRP) are listed in Table 5. Two configurations

of the engine are considered, one with integral IPS and blower
as configured for the baseline aircraft, and one with only

the IPS and no blower as used in some of the advanced propul-
sion system concepts.

TABLE 5. ADVANCED-TECHNOLOGY ENGINE PERFORMANCE AT INTERMED-
IATE POWER

] IPS/Blower IPS/No Blower
1 S.L./59°F | 4000 Ft/95°F { S.L./59°F | 4000 Ft/95°F

Shaft
% Horsepower 794. 581. 799. 585.
é SFC, 1b/hr/shp .489 .508 .485 .505
5 Output Shaft 30,000 30,000 30,000 » 30,000
1 Speed, RPM
Engine Air-
flow, 1lb/sec 5.00 3.96 5.00 3.96
: Exhaust Gas
§ Temperature, °F 1100. 1100.
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Engine Installation

The engine installation is configured to provide sufficient
compartment cooling to (1) maintain engine surfaces, engine-
mounted components, and airframe-mounted components below
specified temperature limits; (2) to maintain airframe
structure, particularly bonded materials and aluminum, below
long-life tewperature limits; and (3) to limit outer-skin
temperatures consistent with 1R suppression considerations.
The installation is designed to meet appropriate military
specifications and standards, including the following (Refer-
ence 2):

O Accessibility and maintainability (Paragraph 3.2.4.2)

o Nonflammable materials in engine compartment (3.11.2)

o Installation compatibility and mounts (3.11.3)

o Firewall thickness and flame resistance (3.11.4)

0 Nacelle internal clearance and venting (3.11.5)

0 Nacelle drainage (3.11.7)

o Engine intake location and design (3.12.5.2.2)

o Engine exhaust design and outboard cant (3.12.6)

o Compartment cooling requirements, hot day (3.12.7)

and from Reference 3:

o Limiting zone temperatures and air temperature limits
(Paragraph 3.19).

Thermal Ignition

The compartment cooling concept used in the study design is
adapted from the YUH-61A UTTAS and is the same as that emp}oyed
in Boeing's CH-46 helicopter, as well as the prototype design

(2) GENERAL SPECIFICATION FOR DESIGN AND CONSTRUCTION OF
AIRCRAFT WCAPON SYSTEMS. VOLUME II - ROTARY WING AIRCRAFT,
SD-24K, Vol. II, Department of the Navy, Naval Air Systems
Command, Washington, D.C., 6 December 197i.

(3) MILITARY SPECIFICATION, ENGINES, AIRCRAFT, TURBOPROP,
GENERAL SPECIFICATION for, MIL-E-8593(ASG), Department
of the Air Force and Navy Bureau of Aeronautics, Washing-
ton, D.C., 3 September 1954.
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of the XCH-62A--an ejector-pumped compartment cooling air
system. It was assumed that the engine bay comprised a single
continuous annular compartment surrounding the engine, with
appropriately located cooling air inlets. Ambient air intro-
duced through these openings provides cooling flow through the
compartment. The cooling flow is induced by the ejector pump
at the engine exhaust tailpipe or by ejector action powered

Dy the integrated blower system.

The engine installation incorporated a longitudinal firewall

to separate the engine compartment from the airframe structure,
but not a lateral firewall, which would interfere with engine-
exhaust ejector compartment cooling. This nacelle design was
based on the premise that adequate compartment ventilation and
reduced surface temperatures within the engine compartment will
prevent the occurrence of thermal ignition as a result of fuel
spillage. Substantiating data is provided in Reference 4,
which documents an FAA test program to determine nacelle en-
vironmental conditions which produce thermal ignition, using

a JT3D-1 turbofan installation. Test data confirmed that fuel
leaks from an unpressurized fuel system and sufficient changes
of compartment air per minute permit surface temperatures up

to 1100°F without thermal ignition.

The FAA test program investigated fuel leakage occurring in

the nacelle combustor-turbine section and in the compressor-
accessory section (the production JT3D-1 nacelle has a fire
seal between the two sections). Simulated fuel leakage condi-
tions in each section were divided into a number of test
categories depending upon nacelle configuration, powerplant
operating condition, and simulated pressurized or unpressurized
fuel system. In the nacelle configurations with controlled
cooling flow, thermal ignition occurred only in the minimum
compartment airflow range. This effect of nacelle ventilation
on thermal ignition is illustrated in Figure 15. Sufficient
ventilation prevents ignition up to 950°F engine exhaust gas
temperature or higher, depending upon type of fuel (Type A,
kerosene,or Type B, JP-4). 1If ventilation is sufficient to
prevent ignition at 950°F exhaust gas temperature, this
corresponds to engine surface temperatures within the nacelle
of nearly 1100°F. Compartment ventilation rate in the heli-
copter is very high, and is sufficient to reduce surface temper-
atures below the thermal ignition point. Based upon the facts
noted above, an exception to the military specification was

(4) AN INVESTIGATION OF IN-FLIGHT FIRE PROTECTION WITH A

TURBOFAN POWERPLANT INSTALLATION, Report No. NA-69-26,
Department of Transportation, Federal Aviation Adm.nis-

tration, National Aviation Facilities Experimental
Center, Altantic City, New Jersey, April 1969, AD686 045.
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taken in the design of the baseline aircraft, relative to the
use of fire shields to prevent leakage of combustible fluids
from reaching hot parts.

Engine Compartment Cooling

An estimate of the compartment cooling flow induced by the
ejector pump at the engine exhaust is based upon measured data
obtained during tests of the YUH-61A engine nacelle. The
amount of cooling flow was determined by scaling in direct pro-
portion to the engine airflow, and resulted in an induced flow
of 1.23 lb/sec at IRP, 4000 feet, 95°F, ambient conditions.

An analysis of compartment temperatures and insulation
requirements was performed based upon predicted cooling air-
flow, engine skin temperatures and heat rejection rates.
Results of the analysis included engine skin temperature,
cooling air temperature, and the nacelle structure inner and
outer surface temperatures as functions of axial position.
Because of the relatively high engine skin temperatures
typical of advanced-technology engines, the predominant mode
of heat transfer from the engine was radiation. Component
emissivities were estimated from known surface finish
characteristics; view factors between component surfaces and
hot nacelle and engine surfaces were computed by numerical
integration; and radiant transfer was calculated between each
engine skin segment and all nacelle segments within 10 inches
axially. In calculating convection coefficients within the
nacelle, the engine and cov' surfaces were treated as a series
of flat plates, with the characteristic dimensions (length)
assigned as input parameters. Typically, the governing
equaticn for laminar flow was used, but in the case of an
exceptionally high cooling flow rate, turbulent convection
coefficients were ntilized in the analysis. In the calcula-
tions the convection coefficient for the outer nacelle sur-
faces versus station was used with suitable adjustments for
downwash and forward velocity effects. The analyses considered
heat conduction from the engine, convection to the compartment
cooling air, and radiation to and from the engine hot end and
the nacelle inner surfaces.

To evaluate the most critical engine cooling requirements,
compartment temperatures were calculated for engine operation
at IRP, sea level, 130° - compartment airflow was 1.25 1lb/sec
at this condition. Results of the analysis are presented in
Figure 16. It was determined that a 1.0-inch insulating
blanket would be needed on the nacelle inner wall, and through
selective use of insulating material in areas where engine peak
skin temperatures occurred, external nacelle temperatures

were limited to 200°F or less.
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ADVANCED CONCEPT REQUIREMENTS

Airflows for the engine inlet and inlet separator scavenge,
engine and drive train compartment cooling, transmission oil
cooling, and engine hot metal and exhaust plume IR signature
suppression were integrated in each of the six advanced
propulsion system integration concepts. The integration of
the various external airflows is illustrated in Fiqure 17, and
the calculated flows and temperatures are tabulated in Appen-
dix A.

Cooling Airflow Blower

A transmission-driven blower was required to provide the cool-
ing airflow for the propulsion system integration concepts.

The blower design point was 20 inches of water pressure

rise to overcome the pressure losses encountered in ventilating
the drive system compartment, passing through the oil cooler
core, and flowing through the ducts to the IR suppressor,

where a substantial total pressure head is desired to provide
ejector-action plume dilution and hot metal suppressor surface
cooling. The blower design point at 4000 feet, 95°F, was:

Pressure Rise = 20 in. water

Airflow

17.8 1lb/sec

Inlet Temperature = 100°F

Blower adiabatic efficiency was assumed to be 0.60, resulting
in a temperature rise of 15°F. Blower power required was 90
shp. A mixed-flow impeller configuration was selected, rather
than an axial-flow blower, because it provides greater struct-
ural integrity. The mixed-flow design also offers increased
tolerance to small caliber gunfire. Backward leaning vanes
were incorporated into the mixed-flow impeller to minimize
exit swirl. Tip speed was 600 feet/second, which resulted

in an exit swirl velocity of 150 feet/second at the tip dia-
meter of 20 inches.

IR Suppression System

Required levels of engine hot metal IR suppression and exhaust
4 plume dilution were established for the advanced propulsion

1 system integration concepts. The maximum temperature of the

4 suppressed exhaust plume was not to exceed 400°F at an engine
exhaust gas temperature of 1100°F (IRP, 4000 feet, 95°F). This
amount of plume dilution was required over the entire flight

: spectrum.
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The suppressor configurations also were required to provide
shielding of the engine hot metal to prevent direct viewing.
Correlation of the area of exposed hot metal suppressor surface
and the corresponding allowable level of surface temperature
is provided in Figure 18. The hot metal area-temperature
relationship of Figure 18 results in an IR signature substan-
tially less than that of the 400°F exhaust plume. Although
the hot metal signature experiences very slight atmospheric
attenuation, the plume signature attenuates very rapidly with
distance from the source. However, i1f the aircraft were at

a distance of 1.0 km or less from the IR missile launch point,
the intensity of the plume signature would still be very
significant in comparison to the hot metal signature, the two
being of virtually equal importance.

The requirement for exhaust plume dilution dictated the amount
of cooling air available for IR suppression and resulted in

a large quantity of available air for hot metal cooling.
Therefore, a design goal of 200°F metal surface temperature
was established for the suppressor. The exposed hot metal
surface area for the suppressed engin=e concepts was only
slightly larger than 3.0 sag ft, considerably less than the
limiting hot metal area from Figure 18 corresponding to 200°F.
Consequently, the resulting hot metal signature of the ad-
vanced concepts was much lower than that defined by the metal
temperature-area relationship of Figure 18.

Appendix A provides calculated values of significant parameters
of IR suppressor performance for the advanced integration con-
cepts. Only a fraction of the total blower-supplied cooling
airflow is designated for hot metal cooling. However, this
fraction of cooling air would provide 0.25 1lb air/second/
square foot of surface area and a predicted effectiveness of
0.85, which is sufficient to ensure the metal surface temper-
ature is less than 200°F.
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CONFIGURATION DESCRIPTION

BASELINE AIRCRAFT DLSIGN VARIANTS

Six innovative engine/transmission/airframe integrated design
concepts were developed which meet the total airflow require-
ments for a utility transport helicopter. These requirements
include engine compartment cooling, drive train and transmis-
sion o0il cooling, engine exhaust plume and hot metal IR sig-
nature suppression, and engine inlet particle separator
scavenging. The baseline and six unique concepts studied are
listed below and schematically pictured in Figure 19:

l. Front-angle drive, horizontal, parallel, pod-mounted
engines with tail rotor (Baseline Concept a).

2. Front-angle drive, horizontal, parallel, pod-mounted
engines with transmission-driven blower integral with
tail rotor drive (Concept b).

3. Front-anygle drive, horizontal, splayed, pod-mouunted
engines with fan-in-fuselage (Concept c).

4, Front-direct drive, vertical, buried engines with trans-
mission-driven blower, with tail rotor (Concept d).

5. Rear-angle drive, horizcntal, parallel, pod-mounted
engines with transmission-driven ducted fan, integral with
tail rotor drive (Concept e).

6. Rear-direct drive, horizontal, splayed, sponson-mounted
engines with blower integral with tail rotor drive
(Concept f).

7. Rear-direct drive, vertical, buried engines with
transmission-driven blower integral with tail rotor drive
(Concept g).

The variant configurations were derived from the baseline
design and retained the same main rotor and engines, and all
configurations possessed the same design gross weight anrd pay-
load. Except for the fan-in-fuselage configuration, al. used
the baseline aircraft's tail rotor. The ground rules used in
the development of the baseline aircraft were applied to the
conceptual variants with the exception of the vertical climb
performance which was permitted to vary.

At the time the drag analysis was performed for these con-
figurations, boundary layer suction was considered as a means
to prevent flow separation and reduce drag. A review indicated
that the mechanism would add weight and complexity, reducing
or eliminating the small benefits available through boundary
control. Careful fairing of the fuselage, pylon, hub and
nacelle interfaces could produce equal or greater benefits.
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For these reasons, boundary layer suction was not recommended
for application in the advanced aircraft configurations.

Of the initial six propulsion integration concepts, three were
selected for preliminary design, based upon comparative anal-
yses and evaluation of overall system performance, system
complexity, aircraft system weight, system design, technical
risk, and control requirements.

PROPULSION SYSTEM ARRANGEMENTS

Conceptual designs were produced for the baseline utility

helicopter propulsion-drive system and six variant concepts 4
with integrated airflow arrangements. A brief description )
of each of the arrangements follows.

Oy A

Baseline Aircraft

Eh

The baseline aircraft (Figure 11) incorporates front-drive
engines, pod-mounted horizontally and parallel to each other,
with the engine transmission mounted on the engine front
frame and a right-angle, bevel-gear drive into the main rotor
transmission. The direct mounting of the engine transmission
to the engine permits a reasonable installation for the high-
speed (30,000 rpm) engine output shaft. The single-stage
bevel mesh in this transmission permits the "sprag" clutch to
be located on a low-speed shaft. The conventional main trans-
mission consists of a spiral-bevel collector gear and a one-
stage planetary gear.

R O IR 3

The speed reduction in the engine transmission permits the
use of only two reduction stages in the main rotor transmis-
sion, allowing a low profile main rotor transmission which
permits C-130 and C-141 loading without hub removal.

The tail rotor drive shaft and pads for a hydraulic pump, an
alternator, and a separate blower interral with the oil
cooler are provided on the aft accessor; gearbox at the rear
of the transmission. The integral oi. cooler/blower system
handles o0il cooling requirements for the main transmission,
both the aft and forward accessory gearboxes and both engine
nose gearboxes with air exhausted overboard. The forward
accessory gearbox provides redundant hydraulic and electrical
power in addition to a rotor brake. Cooling of the acces-
sories and drive system compartment is by free-air convection.

An engine-exhaust powered ejector is used to induce engine
compartment cooling airflow which dumps into the combined
nacelle exhaust duct. Similarly, IPS blower exhaust is
ducted to the rear of the engine compartment, where the con-
taminated air is sucked out by the ejector.

Mo T i il i i
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The antitorque tail rotor intermediate (angle) gearbox con-
tains a simple spiral bevel mesh with splash lubrication and
convection cooling. The tail rotor gearbox consists of a
simple right angle spiral bevel arrangement.

A backup lubrication system without cooling is provided for
the main transmission, which includes a pump, screen, reservoir,
passages, jets and pressure sensing system.

No IR suppression system is incorporated in the baseline
configuration.

Horizontal, Parallel, Front-Drive Engine Arrangement

This configuration offers the same basic engine/transmission/
airframe system arrangement as the baseline aircraft, but
incorporates total airflow and power management for subsystem
cooling and IR suppression. A low pressure ratio mixed-flow
blower, driven off the main rotor transmission and concentric
with the tail rotor drive shaft, provides cooling air for the
drive system, as well as for IR suppressor hot-metal cooling
and exhaust plume dilution. This integrated propulsion-drive
system installation is pictured in Figure 20.

The blower air is collected in a large scroll with individual
ducts to each IR suppressor unit, which deliver cooling air
to an annular plenum surrounding the suppressor and exhaust
system where it is divided for hot metal cooling and straight
exhaust plume dilution. The blower scroll collector offers
the possibility of an on-off dump valve (cockpit operated) to
unload the blower when IR suppression is not required.

The mixed flow blower occupies the volume previously used for
the aft accessory gearbox; therefore, for this concept both
the accessory gearboxes are separately mounted, side by side,
forward of the main rotor transmission with armor plate
between to reduce vulnerability. A common inlet duct located
on top and at the aft section of the cabin at the aircraft's
centerline provides cooling air for the AGB's, main transmis-
sion and the integrated centrifugal blower. The free=stream
air cools the AGB's, the main transmission, and the annular
0il cooler before it enters the blower inlet.

Internal to the IR suppressor, the blower cooling air flows
through a "daisy-mixer" arrangement to augment the engine
exhaust, and provides an effective ejector system. Sufficient
ejector action is achieved for scavenging the engine inlet
particle separator and for inducing compartment cooling air.
This arrangement obviates the requirement for an engine-
mounted IPS blower, thereby reducing the engine accessory

power requirements. The proposed IPS scavenge concept paral-
lels similar design concepts based upon ejector-induced
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scavenge flows. Presented in Figure 21 is rig test aata for

such a concept, which substantiates the capability of an ejec-

tor scavenge system and indicates that it is a viable design
concept.

Boundary layer control could be exercised for this configura-
tion by locating a BLC slot or perforated wall on aircraft
surfaces having severe flow separation or base drag, and
matching flow areas to provide controlled flows satisfying
the blower airflow requirement with a minimum of duct losses.
However, no BLC configuration was considered, and no drag
benefits which could be ascribed to boundary layer suction
were incorporated.

Fan-In-Fuselage Concept

The fan-in-fuselage concept pictured in Figure 22 departs
from the conventional antitorque tail rotor and incorpo.rates
a large mechanically driven, fuselage-mounted, variable pitch,
ducted fan with adjustable louvers in the tail for antitorque
control. The fan-in-fuselage antitorque technique lends it-
self uniquely to an integrated propulsive system providing
for an efficient air management system. Within the size con-
straints of the aircraft, the largest possible fan diameter
results in the lowest power penalty, which offsets the in-
crease in duct size and weight.

The front-drive engines are at an angle to the main trans-
mission (i.e., splayed), but otherwise the main rotor drive
system is similar to previous concepts. The engine IPS air
is ducted overboard and not into the fan, to prevent the con-
taminated air from reducing the reliability and life of the
antitorque unit. An integral engine-mounted IPS blower is
therefore required with the associated weight and power
penalties.

The forward accessory gearbox (AGB) with the integral rotor
brake is mounted similarly to the baseline. The aft AGB
is integrated with the ducted fan offset drive system.

Initial mixing of the engine compartment cooling air with
engine exhaust reduces the temperature of mixed flow im-
pinging locally on fan structure to 875°F. At the inlet

face of the fan, accessory compartment ventilation airflow
and airflow introduced through the scoop inlets dilutes the
fan flow to a temperature level of 157°F, which does not com-
promise the variable pitch fan size or design. The total
mixed flow requirement for antitorque control is 130 1lb/sec,
far greater than the amount reguired for engine exhaust

plume dilution. Downstream of the fan, the temperature of
the flow in the duct is 160°F. Despite the 160°F temperature,
the hot metal IR signature of the exhaust louver cascade 1is
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significantly greater than the limit corresponding to Figure .
18, due to its large area, but the much lower exhaust plume 5
IR signature compensates for this.

. To duct the fan flow to the antitorque louver device requires 4
9 a relatively large tail boom, which increases aircraft weight. !
4 This increase in weight necessitates the use of the tail

wheel as opposed to the nose wheel for the baseline aircraft.

A dual vertical tail arrangement provides aircraft direction-
al forwvard flight stability for the fan configuration. The 1
! overa.l length of this concept is larger than the baseline
3 aircraft with the forward fuselage length increased by 18
° inches to achieve the desired balance.

1 Vertical, Front-Drive Engine Concept

The vertical, front-drive engine installation pictured in :
Figure 23 has a direct drive into the main rotor transmission. i
Aircraft width is extended to accommodate the twin engine :
remote locations, and the rear bulkhead of the passenger com-
partment is moved from underneath the main transmission to
accommodate the vertical engine installation. The main

4 landing gear is moved forward, and to accommodate the shift

i in center of gravity, the aircraft utilizes a tail wheel
instead of a nose wheel.

I

] To provide hot metal and plume dilution airflow, the blower is
: vertically mounted between the engines and driven mechan-

% ically and separately from the main transmission. The blower
4 arrangement exhaust is ducted to an ejector arrangement in .
i the suppressor to provide compartment cooling air and IPS

scavenging, and IR suppression. The vertical engine instal-
lation lends itself to a vane IR suppressor concept instead

of a plug arrangement. Vanes at the exhaust duct exit, k
cooled by blower airflow, provide shielding of the hot metal. 1
This vertical engine and IR blower arrangement have the same 1
accessory gearbox arrangements as the baseline aircroft.

A conventional tail rotor drive system is employed driving ]
f through the aft accessory gearbox. Like the baseline, a ram 1
5 inlet duct forward of the rotor hub and on top of the cakin
provides cooling air for the necessary gearboxes, the main
transmission, and for the IR blower, which also houses the
integral annular oil cooler.

Separate ram inlets provide airflow into plenum chambers up- ;
stream of each engine installation. Bellmouth inlets oriented ‘
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vertically are attached to each engine with bulkheads between
the engine face and the plenum. Adequate clearance is pro-
vided to permit sufficient air to enter for engine compart-
ment cooling. The separate ram inlets for engine air are
located outboard and at the cabin height tc provide an inte-
grated system with the aircraft surfaces.

The overall dimensions of this concept are increased over
the baseline aircraft with the forward part of the fuselage
extended forward to accommodate the vertical engine instal-
lation underneath the main transmission.,

Horizontal, Parallel, Rear-Drive Engine Concept

This rear-drive engine installation uses a variation of the
conventional rear-drive engine configuration tail pipe to
bypass exhaust gas around the engine transmission and by the
main transmission. As shown in Figure 24, engines are mounted
outboard, horizontal, and parallel above the cabin and for-
ward of the main transmission. The engine inlet incorporates
a short straight-in annular inlet duct to provide maximum
pressure recovery. The inlet location reduces the danger of
hot exhaust reingestion, as well as minimizes the danger

from foreign object damage (FOD).

The engine IPS and engine-mounted blower discharge inlet con-
taminants through a separate duct and overboard.

A dual-element blower of fixed geometry, concentric with the
tail rotor drive shaft, serves several purposes:

° The inner element induces engine exhaust air and compart-
ment cooling air through ducts leading from the engine
exhaust.

° The outer element induces cooling air from a separate
free-stream ram inlet located along the top of the
cabin, through the accessory compartment, and through
the transmission oil cooler.

° The outer element charges the hot metal cooling panels
of the plug-type IR suppressor and provides cooling air
to mix with the exhaust gas through the trailing edge
of the suppressor struts. Directional vanes at the exit
of the suppressor could be required to prevent hot mixed
flow impingement on the tail boom.

Placement of the dual element blower requires an aft extension
of the rotor pylon, and in combination with IR suppressor
plug and fuel tanks necessitates the relocation of the aft
AGB. Both accessory gearboxes are located forward of the
main transmission with armor plate between them to reduce
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vulnerability.

The baseline aircraft type main landing gear tail rotor,
drive system and nose wheel are used with this configuration. :
The overall dimensions for this concept remain the same as for
the baseline aircraft,

Horizontal, Direct Rear-Drive Engine Concept

An aircraft-supplied inlet particle separator is integrated
with the sponson inlet in this concept. The concept is
pictured in Figure 25 with an aircraft-mounted IPS and the i
engine separator and blower removed. The splayed engine 3
arrangement enables the engines to drive directly into the
main transmission without an angle gearbox or engine trans-
mission. In addition, this arrangement provides a clean inlet
with a moderate turn angle that results in good inlet per-
formance.

Ean o

In this configuration a large transmission-mounted, mixed-flow
blower is located directly aft of the main transmission and
integrated with the tail rotor drive. The location of this
large blower for IR suppression cocling air necessitates the
relocation of the aft accessory gearbox. Both accessory
gearboxes are therefore located forward of the main transmis-
sion with armor plate between them to reduce vulnerability.

A ram inlet located above the cabin forward of the main trans-
mission ducts free-stream air for cooling of the accessory
gearboxes and main transmission. Part of the cooling air is
used by the blower to power an ejector, which induces engine
compartment airflow and IPS scavenge air. In addition, the
blower air is used to charge the plenum chamber surrounding
the engine exhaust. The air is discharged through slots to
suppress the main engine exhaust plume temperatures to meet
the IR suppression requirements. The plume dilution air

also bathes the walls of the "jumbo-slot" duct inside and
outside, providing film cooling to keep the metal temperatures
below 200°F. Hiding turning vanes are located at the exhaust
discharge to prevent line-of-sight radiation from the engine
hot metal.

The conventional antitorque tail rotor system and landing
gear (nose and main gear) are incorporated in this configura-
tion. The overall dimensions of the concept remain the same
as for the baseline aircraft.

To minimize the IR suppressor blower size and power require-
ments of the horizontal, direct rear-drive engine concept, a
jumbo-slot cooling technique using rotor downwash to film
cool the duct wall and provide additional plume dilution is
utilized in an alternate design of this concept shown in

5
5
3
K
g
E
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Figure 25.

This alternate scheme uses a cooled plug at the engine
exhaust to shield hot metal from view, followed by a mixing

4 duct which uses air from the smaller integrated IR blower for
: plume dilution. The remainder of plume dilution is achieved
1 by the rotor downwash airflow mixing with the main exhaust

; flow by ejector action through the "jumbo slots."

R R Gl s SO bl sas

The overall dimensions of the alternate configuration remain
the same as for the baseline aircraft.

Vertical, Rear-Drive Engine Concept

3 Figure 26 is a 3-view drawing of the vertical rear-drive

: engin~ concept. In this concept, the transmission has been
reconfigured to move the engine's centerline aft, so the rear
bulkhead of the passenger cabin can remain in the same
position as the baseline aircraft. Engine airflow enters
through a screen port in the side of the aircraft into a
plenum volume. Although the engine is mounted vertically
with its inlet facing downward, the inlet port is located
near the top of the fuselage to minimize exhaust gas reinges=-
tion and FOD. The free-stream air is ducted into a large
plenum extending along the side of the fuselage, to the
bottom, and in the front of the engine. The engine has a
bellmouth inlet facing downward.

The engine installation uses a variation of the rear-drive
tail-pipe configuration to bypass the main engine exhaust
flow around the direct rear drive into the main transmission.
Spur gears are used in the main rotor transmission with a
built-in integral overrunning clutch arrangement., Main ring
gear size was increased to accommodate the high engine drive
input speed.

The IPS and IPS blower are integral with the engine, and the
scavenge air is ducted into the main exhaust ejector. Com-

] partment cooling air is provided by an opening in the bulk-

% head separating the engine compartment and inlet plenum, and
3 is exhausted through the engine exhaust ejector system,

A free-stream ram inlet located atop the cabin surface pro-
vides cooling air for the accessory drives, the main trans- E
mission, and the annular oil cooler located integrally with ﬁ
the mixed-flow blower inlet. All cooling flows are processed j
by the large blower and pass through ducts into the plenum
which surrounds each engine exhaust system. The higher
pressure cooling air is injected into the main engine exhaust ]
through slots for metal cooling and plume dilution. Hiding- é
turning vanes are located at the exhaust discharge to
eliminate hot metal radiation effects.
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: Figure 25. Concept f, Integrated Propulsion-Drive System Installation

(Horizontal, Direct Rear-Drive Engines).
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Forward and aft accessory gearboxes are incorporated as in
the baseline aircraft. The blower is integral with the tail
rotor drive through the aft AGB. A conventional antitorque
tail rotor system is employed for this configuration. The
overall dimensions of the aircraft, including the fixed cabin
dimensions, remain the same as the baseline aircraft.

An alternate variation shown in Figure 26 offers a smaller
centrifugal blower and uses rotor downwash in conjunction
with a "jumbo-slot" exhaust duct to film cool the end of the
duct with additional plume dilution.

This scheme is similar to the system employed in the alternate
version of the horizontal, direct rear-drive engine concept.
Since hiding-turning vanes are not employed, the engine

exhaust tail pipe (which also turns the hot exhaust gas) must
be convection cooled with air from the centrifugal blower to
maintain hot metal temperature within the required IR radiation
levels.

Preceding page blank




CONFIGURATION EVALUATION

Comparative analyses and evaluations of the baseline aircraft
and of the advanced aircraft with integrated airflow concepts
were conducted to include:

° Performance

° Weight

° Complexity

° Design

° fTechnical risk

° Control requirements

In the following paragraphs, weight and performance parameters
used in the comparative analyses are quantified, and factors
considered in comparing complexity, design, technical r: sk,
and control requirements are discussed qualitatively. The
procedure used to determine the relative importance of each

of these evaluation criteria is discussed in Appendix B.

Also shown are the factors used in the selection of the three
most promising concepts.

AIRCRAFT SYSTEM WEIGHT

The results of the weight analysis are summarized in Table 6.
As indicated, the baseline aircraft represents the lowest
weight empty of all the confiqurations evaluated. 1In con-
trast, the heaviest vehicle is the fan-in-fuselage concept
which weighs 450 lb more than the baseline. This increase in
weight is attributable to the body weight, which results from
the heavy tail section. The IR suppressor unit for the hori-
zontal, front-drive concept (b) is considered as an add-on
unit to “he baseline, with the integrated airflow management
cooling air fan and ducts the major items that contribute to
the increased weight empty of this concept.

The increased weight empty of the vertical, front-drive con-
cept (d) over the baseline aircraft is primarily due to its
larger main transmission. This concept incorporates IR sup-
pression ducting and centrifugal blower which also result in
increased weight.

The significant items which tend to increase the weight empty

for the rear-drive concept (e) are the engine gearbox, armor,
and IR suppressor blower and ducting.
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TABLE 6. CONCEPT EVALUATION - AIRCRAFT WEIGHT SUMMARY
£ 9
3
~ & Horizontal Vertical
Concept o 53 j’ - ¥ Direct Drive Rear Drive
L] $ FYy v & ® 5 °~ “05‘57
2’ N Q < ~ A
5 Pog® 4 & pudl s
3 LS5 s L ¢ Alt. Alt.
& &
Rotor 888 888 888 888 888 888 888 888 888
Tail 153 153 130 153 153 153 153 153 153
Surfaces 113 113 130 113 113 113 113 113 113
Rotor 40 40 0 40 40 40 40 40 40
Body 760 760 886 793 760 760 760 793 793
Alighting Gear
Group 245 245 245 245 ‘245 245 245 245 245
Engine Scction 98 95 95 122 118 127 127 137 137
Propulsion Group | 1695 1947 2045 1895 1981 1982 1999 1900 1907
Enginc 430 430 430 430 430 430 430 430 430
Exhaust Systom/

IRS 5 177 10 10 10 10 10 10 10
Ducts, etc. 0 43 293 170 180 276 304 167 185
Controls 17 17 17 17 17 1? 17 17 17
Starting 140 140 140 140 140 140 140 140 140
Fan 23 199 23 34 23 12 23 12
Lubricating 1  § 1 1 1 1 1 1 1
Fuel 172 172 172 172 172 172 172 172 172

Drive System 930 944 782 932 997 913 913 940 940
Engine Xmsni 116 116 116 0 172 0 0 0 0
Main Xmsn s514 514 514 645 514 594 594 645 645
Interm. Xmsn 34 33 0 34 34 34 34 34 34
Tail Rotor Xmsn 74 74 | 0 74 74 74 74 74 74
AGBs 97 91 l 103 97 91 91 91 97 97
Cooler/Blower 26 20 | 20 20 20 20 20 20 20
Armor 7 30 0 0 30 30 30 0 0
Shafting 62 65 30 62 62 70 70 70 70

Flight Controls 592 592 592 592 592 592 592 592 592

Fixed Equipment®* 1476 1476 1476 1476 1476 1476 1476 1476 1476

Weight Empty 5907 6156 6357 6164 6213 6223 6240 6184 6191

Crew 470 470 470 470 470 470 470 470 470

Trapped Liquids 10 10 10 10 10 10 10 10 10

Engine 01l 26 26 26 26 26 26 26 26 26

Payload 960 960 960 960 960 960 960 260 960

Fuel 1127 878 677 870 821 811 794 850 H4

Gross Weiqght 8500 8500 8500 8500 8500 8500 8500 8500 #500

{ .
* Fixed Equipment Lisi: Instruments 132
Hydr. & Penumatic 50
Electrical Group 200
Avionics Group 466
Armament Group kl:]
Furn. & Equip. Group 468
Accom. For Person. 312
Misc. Equipment 57
Fur nishings 43
Emrg. Equipment 56
ECu 40
Anti-Icing Group 36
Load & Handling Group 36
1476
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Elimination of the engine gearbox in the direct rear-drive
concept does not offset the weights of the main gearbox, armor,
IR blower and ducting, and engine nacelle, which results in

an aircraft with a weight empty in excess of the baseline,

The vertical rear-drive aircraft possesses a heavier body,
engine section and main transmission than the baseline.

SYSTEM PERFORMANCE

The performance capabilities of the baseline aircraft were
evaluated on the basis of mission radius and vertical rate of
climb. All aircraft were evaluated at a constant gross weight
and payload. The performance capabilities of the aircraft are
compared in Table 7. As noted, the horizontal, front-drive
concept (b) possesses the longest mission radius of all the
advanced configurations. This is a direct reflection of the
lower weight empty of the aircraft, which permitted configu-
ring it with a larger fuel capacity. Table 7 indicates that
the fan-in-fuselage configuration possessed the highest ver-
tical climb capability of all the advanced configurations,
exceeding most configurations by approximately 200 fpm.

The alternate version of the direct, rear-drive configuration
and the alternate vertical, rear-drive configuration were
second and third, respectively. The superior climb perfor-
mance of the fan-in-fuselage concept is attributable to the
elimination of the tail rotor and its replacement by a blower
system. The improved vertical climb capabilities of the direct,
rear-drive and vertical, rear-drive alternate configurations
are attributable to the reduction of accessory blower power in
both these configqurations.

Drag

Table 8 contains the component drag breakdown of each of the
study configurations. As indicated, all configurations are
within two square feet of one another. The highest drag is
possessed by both the direct, rear-drive and vertical, rear-
drive alternate configurations. This increased drag is attri-
butable to the exhaust issuing from the jumbo slot arrangement
on these configurations. Since the drag for most configura-
tions is comparable, mission range as previously noted is a
direct function of fuel capacity, which varies inversely as
the weight empty.

Aircraft drag vas determined from a detailed analysis of a
1/10th scale layoat of cach of the configurations. Wetted and

82

e e e e £




d056/33 000b 3I° UMOTJ UCTSSTW

Teond TeT3ITUI JO 3Juad1ad QT = oAIISaAY

I OYT 3e uT ISTINID
dOW 38 UTW z dn wiem
peoTAed peotun ‘pueq

3} OpT 3I© SnIpey UOISSTW OJ 3INQ 2sTNId

dOW 3® UTW Z dn wiem
UCTSSTW snipey

peoTAed Y3TM UMOTJ UCTSSTW 21Taulg

dov I/°1°S '3} OPT 3 2AI3sS8Y UTW OF

do6S/°71°S ‘3 OPT 3@ UT BBTRID

d06G/°11°S ‘I OL 3I® INCH T I233T017

" J3065/°71°S ‘3 OPT 3®

SNTPeY UOTSSTW O 3INO I¥STNID

doS6 ‘33 000 3® UTW ST 3IDOH
IUCTCSTW Azewrad

d¥I 3uadaad S6 ‘de56/3F 000F

L00T 296 9101 1Le 56 296 L% L6 «SeT 3e a[qe[Teay xamod I8N
Jyx
3uad1ad S6 ‘deS6/33 000 ‘M)Q 3
143 $6 oLE Sv1 (34 6 4:13 SP1 SSS wdy - A3rTrqeded qQUTTD TedT3aaA
€01 0T 96 86 66 101 (45 ) 4 ¢ vel WN - UOTSSTW snTpey
S 14 0 0 0 & (44 0T 0s WN - UOTSSTW Axewrad
SNTpeY UOTSSTW
£vs [o11°] veL 118 128 oLs LLY9 8L8 L1t qr - °"TteAy Tang UOTSSTW
1619 ¥819 ovZo €229 €129 919 LSE9 9S19 L06S qr - A3dug jybram
djeUINTVY _ @3euzal v _ ﬁ
aATIQ 2edy anT1g 3Da1td 9ATIC Iea¥PATIQ jucxd| abetasnd |aaTiy 3juoxd
Ted13190 Te3juczticy 1e3UCZTIOH| TeST31aA -ut-ued |Te3UCZTIOH| suriased 3daduod
b 3 E} P 2 q e

(41T 096 = 1d

‘47 0058 = MOQ) A¥YWWNS ZONVWHORAd - NOILVNTIVAZ LdIDNOD L FIEYL

83



<
b

29°¢€T 06°T1 0O1°bT 8£°CT 60°¢C1 vzt c0°€eT 96° 1T £€6°TT Te30L
ve* ve " ve - be” ve* ve " ve - ve " ve - sjuswaxtTnboy wray
16° 16° I6° I6° I6° 16" 16° I6° 16° sadueIsqniloxd
1€°¢€ 1£°€ 1€°¢g 1€°¢€ 1€°€ T1€°¢€ T1€°¢€ I1€°¢€ Ie°¢ 1esD burpuer]
LS E LS € LS € LS € LS E LS € LS € LS°€E LS € qnH
90° 90" 90~ 90° 90° 90~ - 90° 90° SdUDIajIadljul uTd-"Y° 1L
98" 98" 98" 98" 98" 98" = 98" 9g8"° ATquessy zo30¥ TIEL
9c¢- 9z- 9¢- 9¢” 9¢- 9c* Le: 9z 9c” 1Tel [e3uozTiol
9C* 9¢- 9zZ* 9¢” 9¢C* Le” 81°1 9¢* 9¢° TTel Ted1318A
- - - - = = 0s - = - Y{IoMm3ona
vo- $0-° vo- vo- vo- vo- vo-° v0 - vo- unjuswoW sutbug
871 - 08°1 = - - - = = 3sneyxyg smorieod
£€C” £€C” 61" 81" s3aTul
- - sv- LC* sarTeooeN autbugy
€e” £e” 9% - IZ" uoTAd 1030¥ UTeNW
€9° 1 EL T 96T 99° 1 abet1ssng
"3ITIVY "3ITVY
aATIQ 1e8Y 9ATIQ 3091Td o s3daduoc)

1edTI318A
b

1e3UczZTIIoH

33 bs -~ ®3 ‘eaoay a3eld 3eTd 3ualeaInbymg

dNdTIind OvyYd ININOdWOD - NOILVNIVAT LdIONOD 8 JI9dVYL

T

84

ik

e it




projected areas for the basic arrangements were determined with
a planimeter, and the major aircraft components were evaluated
separately. The equivalent drag includes the drag due to
cooling flow, momentum loss, trim and interference effects.
The momentum drags associated with the external airflows are
schematically shown in Figure 27.

Climb Per formance

Table 9 illustrates the power breakdown at a vertical rate of
climb of 500 Zpm for the baseline and advanced concepts. As
illustrated, the fan of the fan-in-fuselage ~onfiguration in-
corporates both the antitorque and IR suppression functions
and so results in the best power available, thereby providing
a significant climb advantage of this aircraft. However, the
added weight required for this concept would offset this ad-
vantage if the aircraft were sized to perform a given mission,

SYSTEM COMPLE XITY

The factors considered in the evaluation of the system com-
plexity of the baseline and advanced integration concepts in-
clude:

0 Number of subsystems and components
0 Number of transmissions and bevel gear meshes

o Effect of complexity on reliability and maintain-
ability (R&M)

o Effect of complexity on subsystem simplicity and
producibility

Some of the key points noted during the evaluation are sum-
marized below:

o The vertical, front-drive concept provides the minimum
complexity as a result of the reduction in number of
transmissions utilized in this configuration and the
elimination of the bevel gears in the main rotor drive,

o The horizontal, front-drive concept is superior to the
baseline with respect to the integrated airflow system
utilized on this concept.
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o The horizontal, rear-drive configuration is deemed the
most complex system due to its separate overboard
engine IPS blower system and integrated, dual-element
IR ducted fan.

o The variable pitch fan-louvered antitorque system on
the fan-in-fuselage configuration presents maintain-
ability problems.

AIRCRAFT SYSTEM DESIGN

Factors considered during the evaluation of aircraft system
design include:

o The impact on transportability of aircraft external
dimension and configuration changes.

o Effect of engine installation design on inlet inges-
tion cusceptibility, inlet flow uniformity, and
cockpit and cabin noise level,

O Vulnerability and survivability.

0 On-off capability of the IR suppressor concepts
(impact on installed engine power).

0 Safety and human factors.

The system design baseline aircraft suffered by comparison
with some of the advanced concepts due to its lack of IR
suppression capability. Incorporation of the IR suppressor
in the horizontal, front-drive concept (b) provided this con-
cept with the highest score.

The fan-in-fuselage concept compared favorably with concept (b)
because of its improved IR capability and the safety features
of the antitorque design. Reference 5 emphasizes the safety

3 aspects of this concept, which reduces the hazard to personnel
i in the areca of the tail rotor and eliminates the problem of

(5) C. R. Akeley and G. W. Carson, FAN-IN-FUSELAGE ADVANCED
ANTITORQUE SYSTEM, Kaman Aerospace Corporation: USAAMRDL
Technical Report 74-89, Eustis Directorate, U. S. Army

| Air Mobility Research and Development Laboratory,

3 Fort Eustis, Virginia, November 1974, AD A005049.
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aircraft damage caused by the tail rotor impacting ground ob-
jects. The latter benefit has a substantial effect on air-
craft system R&M characteristics. 1In addition, as noted in
the Reference 5 system study, the fan-in-fuselage configura-
tion offers the additional benefits of reduced radar and/or
noise detection. With suitable vectoring concepts, the fan-
in-fuselage could provide forward thrust augmentation in
cruise flight. However, this auxiliary thrust is advantageous
only if higher aircraft speed is desired. At the 140-knot
cruise speed of the utility helicopter, the pronulsive effi-
ciency of the ducted fan is significantly lower than the
efficiency of the main rotor. Consequently, ttere would be a
power penalty associated with fan auxiliary thrust.

The low system evaluation score given the vertical, front
drive is attributed to the increase in the aircraft dimen-
sional envelope, poor transportability, engine exhaust loca-
tion and engine noise in the cabin. The direct, rear-drive
concept also suffered from an increase in the aircraft dimen-
sional er-.=lone, 1In additio.n, the vulnerability of the out-
board engine Location penalized this configuration.

TECHNICAL RISK

The system requirements stipulated that drive system tech-
nology be consistent with the state of the art as proven by
component demonstration, and that aircraft rotor system,
structure, and materials be consistent with current design
techniques as refined by 1980. Coasequently, the technical
risk evaluation was concerned only with the IR suppression
system, and the antitorque system in the fan-in-fuselage con-
cept.

Scoring for technical risk was highest with substantially "O"
risk (used on production aircraft). Listed below are the risk
assessment and major factors considered for each concept.

0 Baseline - "O" risk

0 Horizontal, front drive and vertical, front drive -

low risk (IR suppression concept proven by component
development)
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©0 Fan-in-fuselage - moderate risk (fan-in-fuselage
antitorque concept within development state of the
art)

o0 Horizontal, rear drive - high risk due to dual-element
fan

0 Alternate version of direct, rear drive and vertical,
rear drive - high risk due to jumbo slot duct concept

and rotor downwash exhaust plume dilution.

CONTROL REQUIREMINTS

i i R S S 107 N Sl

Dynamic system compatibility and subsystem control reqguire-
ment were considered during all the advanced concept studies
but were not weighted heavily in the selection criteria. An
integrated blower separate from the tail rotor drive system
provided the vertical, front-drive arrangement with the high-
est score, which compared favorably with the baseline. The
fan-in-fuselage concept with its variable pitch ducted fan and
louvered antitorque system, scored the lowest with regard to
dynamic system compatibility as well as its nced for increased
control requirements.

Horizontal, front-drive and alternate dircct, rcar-drive and
vertical, rear-drive arrangements represent the mean with

regard to the control requirements.

CONCEPT SELECTION

On the basis of comparative analyses and evaluations of the
items previously discussed, three advanced concepts which
offercd the most potential for mecting system requirements
with the minimum adverse effect on the aircraft were selected
for preliminary design. The advanced concepts selected in-

clude:

o Horizontal, tront-drive - pod-mounted engincs,
transmission-driven blower for integrated
flows, with conventional tail rotor.

] . . . . . .
: 0 Vertical, front-drive - buried engines, direct-drive

] into transmission, transmission-driven blowcr
for integrated flows, with conventional tail
rotor,
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0 Direct, rear-drive (alternate) - splayed, sponson-
mounted engines, rear direct-drive into
transmission, transmission-driven blower for
integrated flows, with conventional tail rotor,

The procedure used to determine the relative importance of
each of the areas of evaluation is presented in Appendix B,

and the weighting factors were as follows:

Weighting Factor

Aircraft system per formance
System weight

System complexity

System design

Technical risk

control requirements

O O 0O 0 0o
— =W D W

Table B-2 of Appendix B shows the comparison of all concepts
relative to the baseline.
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CONVENTIONAL AIRCRAFT PRELIMINARY DESIGN g

The preliminary design effort encompassed a more comprehensive
structural design of the aircrait, integration of the engines
and drive train with the aircraft structure, preparation of i
three-view drawings of the aircraft, and an iteration of the

subsystem weights to define more accurately aircraft weight

empty. The impact of a current IR suppressor on the design of

the baseline configuration also was determined. A detailed

breakdown of subsystem weights contributing to weight empty i
4 was prepared for both the baseline aircraft and the baseline . '
with current IR suppressor according to MIL-STD-1374, Part 1 i
(see Appendix C). 1

é Figure 28 illustrates the baseline aircraft structural design
: concept and the integration of the conventional propulsion

and drive system into the airframe. The aircraft incorporates
a pod-mounted horizontal and parallel front-drive version of
the advanced-technology engines. The engine transmission is
mounted on the engine front frame and incorporates a right- :
angle, bevel-gear drive into the main rotor transmission. :
The conventional main transmission consists of a spiral-bevel
collector gear and a one-stage planetary gear. A bevel gear
driven by the collector drives the tail rotor shaft to the

L bevel gear intermediate transmission, and from there another
shaft drives the bevel-gear tail rotor transmission and the
tail rotor.

Nose gearboxes provide both the initial reduction of 2.7:1

from the engine output shaft speed of 30,000 rpm to 11,100 rpm,
and a right-angle change in direction inboard to the main

rotor transmission. An integral overrunning clutch is lo-
cated on the output side of the engine nosebox. The engine
mounted gearbox and integral lubrication system are supported
from the front mounting face of the engine.

3 The main rotor transmission has a 5.83:1 b<ns1:XMLFault xmlns:ns1="http://cxf.apache.org/bindings/xformat"><ns1:faultstring xmlns:ns1="http://cxf.apache.org/bindings/xformat">java.lang.OutOfMemoryError: Java heap space</ns1:faultstring></ns1:XMLFault>