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ABSTRACT

Nowadays, aircraft operators are trying to minimise their expenses. Most of the
cost for an aircraft operator is allocated to the engine maintenance overhaul.
Therefore, each shop visit should be as efficient as possible taking into account

both life and non-life limited parts.

This thesis attempts to analyse the influence of a typical maintenance program
to the lifing of non-life limited parts. A Boeing 777-200ER equipped with a General
Electric GE90-94B engine was selected for this project. Turbomatch and Hermes
models were used to simulate the operation of both engine and aircraft over a
variety of operating conditions. In addition, a reference flight for this type of long
haul aircraft was simulated. Next step was the creation of the maintenance
program for such an engine. In order to predict the interval and the cost for each
engine shop visit, cost estimate relationships had to be created. A regression
process enabled the author to create five cost estimate relationships, which can

be used to predict a basic maintenance program for the GE90-94B.

The thesis progresses with the non-life limited parts lifing study and more
specifically it focuses on the high pressure compressor blades. A preliminary
compressor design as well as, a detailed analysis of the first stage rotor blades
were conducted, revealing the stresses imposed on the blade surface. The next
step involved a fracture mechanics analysis for the blades. By using an Advisory
Circular issued by the Federal Aviation Administration and a fracture mechanics
model the author was able to estimate the probability for a blade to develop a
1mm length crack over a specific amount of flight cycles. Finally, a Double
Goodman Diagram analysis was performed to evaluate the effect of the combine

low and high fatigue on the blades.
Keywords:

General Electric GE90, Cost Estimate Relationship, Regression, Preliminary
Compressor Design, Fracture Mechanics, Low and High Cycle Fatigue



NMEPIAHWH

2TNV CNUEPIVI ETTOXH Ol AEPOTTOPIKEG ETAIPEIEG TTPOCTTABOUV VA TTEPIOPICOUV E
KaBe duvatd TPOTTO Ta £¢oda Toug. Mia atmd TIG PEYOAUTEPEG BATTAVEG TWV
AEPOTTOPIKWYV ETAIPEIWV ATTOTEAEI N CUVTHPNON TWV KIVNTAPWY TOU AEPOTKAPOUG.
Katd ouvétreia, KaBe KUKAOG ouvTrpnong Tou KIvnThpa Ba TTPETTEl va gival 600 TO
duvatov o  a1rodoTIKOG, Aaufdvovrag utowilv  T000 Ta  €CapTiuaTa
TTEPIOPIOPEVNG BIapKEiG CwhG 000 Kal auTd TTou dev £Xouv KATToIo TTEPIopIouO (life

limited parts / non-life limited parts).

H dimmAwpatikl auth atroteAei pia TTpooTrdBeia va avaAuBei €va TUTTIKO
TTPOYPAUMA CUVTHPNONG aEPOCTPORIAOU AEPOTTOPIKNG XPONG Kal va PJEAETNOEI n
EMiOpaAON TWV EEAPTNNATWY TTOU BEV £XOUV TTEPIOPIOUSO OTO TTPOCOOKINO CWNG
Toug. MNa Tnv eTiTeEUEn autou €va agpookAPog TUTTOU Boeing 777-200ER
eCommhiopévo pe €vav kivnTipa General Electric GE90-94B emAéxOnke. Ev
ouvexeia xpnoigotroinBnkav  povréAa  Turbomatch kar Hermes yia  va
TTPOCOPOIWBOUV TOOO TO AEPOCKAPOS OCO0 Kal 0 agPIooTPORIAOG. To €TTOUEVO
Bua  TTEPINGUPave TNV EKTiUNON  TOU  TTPOYPAMMATOG  CUVTAPNONG.
Xpnoiyotroindnke n diadikacia TTaAIVOPOUNONG TTPOKEIMEVOU VA OXNUATIOOUV
OUVOAIKQA TTEVTE HABNUATIKEG OXETEIG, IKAVEG va TTPORBAEWOUV TNV GUXVOTNTA KAl

TO KOOTOG KABE KUKAOU ouvTrpnong yia tov Kivntiipa GE90-94B.

2TNV OUVEXEIQ N TTPOCOXN OTPAPNKE OTA £CAPTAMATA XWPEIC TTEPIOPIOUO OTNV
diapkela (wng (non-life limited parts) kal MO CUYKEKPIPMEVA OTNV TTPWTN O€IPd
TITEPUYIWV TOU CUMTTIECTH UWNANG Trieong. ApXIKA TTpayuaToTroinenke €vag
TTPOKATAPKTIKOG OXEDIOOUOG TOU CUMTTIECTH UWNAAG TTiEONG, KABwg Kal pia
AVOAUTIKI) MEAETN TOU TTPWTOU OTAdIOU, TTOU ATTEOWOE TIGC OOKOUMEVEG OTA
TITepUyla Tdoelg. Ev ouvexeia akoAouBnoe pia avdAuon BpaucTounxavikng oTa
TITEPUYIO TOU OCUUTTIECTR. XPNOIYOTTOIWVTOG QVAAUTIKEG odnyie¢ Tou Federal
Aviation Administration KaBwg kal £éva YOVTEAO BPAUCTOUNXAVIKAG, EKTIMAONKE N
mOavoeTnTa dnIoupyiag pwypns evog XINOOTOU O¢€ €va TTPOKABOPICHEVO XPOVIKO
didotnua. TéAog, epapudoTtnke n TeEXVIK Double Goodman Diagram yia va
eKTIUNOEi N emmidpaon Tou cuvduaouévou KUKAou kOéTTwong (low and high cycle

fatigue) oTn TTPWTN CEIPA TITEPUYIWV TOU CUUTTIECTH).
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1 Introduction

For a modern gas turbine, maintenance cost constitutes a significant portion of
the total operating cost. Therefore it is no surprise that aircraft operators attempt
to minimise engine maintenance cost. Typical maintenance program nowadays,
are based on strict rules governing the life limited parts such as the heavy metal
rotating parts of the engine. Engine manufacturers issue guidelines suggesting
the life expectancy for the life limited parts. Consequently, the rest of the gas

turbine components follow the same scheduling.

The management of the maintenance schedule can became inefficient and
costly, because many components are removed from the gas turbine before they
have reached their life expectancy limit. Specially the high pressure compressor

blades.

1.1 Main Objectives
The main objectives of this project are as follows:

e Simulate the engine and aircraft operation using the Cranfield Turbomatch
and Hermes Codes for a reference flight.

e Create cost estimate relationships to predict the cost and interval of the
engine shop visits.

e Perform a preliminary compressor design. Define the blade shape and
calculate the stresses on the blades.

e Calculate the probability of a blade failing inspection in a specified number
of flight cycles and study the effect of the combined high and low cycle

fatigue on the blades.

1.2 Thesis Structure

This thesis comprises the following chapters.

Chapter 2 Gas Turbine Maintenance. The basics for the aircraft engine

maintenance are described. The strategies which the airlines follow and their
implications are also included. The main causes of engine removal, as well as

the non-life limited parts are also discussed.



Chapter 3 Methodology. This chapter explains the methodology the author

followed in this project.

Chapter 4 Engine Simulation. The simulation of the engine was conducted in this

chapter. A brief discussion of the way that Turbomatch works is included. The
results of the simulation and the points where the model was validated are also

presented.

Chapter 5 Aircraft Simulation. The simulation of the Boeing 777-200ER was the

subject of this chapter. First an example of the calculations that Hermes
computes is presented. The description of the model used and the verification
process follow. The simulation of a reference flight for London Heathrow to New

York JFK airport concludes this chapter.

Chapter 6 Cost Estimate Relationships. The processes of creating and

normalizing an engine database are described. In addition, the basic theory of
cost estimate relationships is included. The final cost estimate relationships which

can predict the cost and interval for the engine overhaul are also presented.

Chapter 7 High Pressure Compressor Design. A preliminary compressor design

is conducted. The annulus geometry is extracted and compered with the actual
geometry. The velocity triangles for the first stage of the compressor are also
defined and by using them the basic shape of the blades is created. The blade
stresses imposed by the centrifugal load as well as the changes in pressure and

velocity over the blade are derived for the leading and trailing edge.

Chapter 8 Fracture Mechanics. This chapter include a fracture mechanics

analysis for the first blade row of the HPC. The probability for a detectable crack
appearing under a specific number of flight cycles is calculated. In addition, a
Double Goodman Diagram technique was used to evaluate the effect of the

combine high and low cycle fatigue on the blades.

Chapter 9 Conclusion and Recommendations. The final chapter contains the
author’s conclusions relating with the influence of the maintenance program to
the lifing of the non-life limited parts. In addition, the author made several

recommendations concerning some future work on the same subiject.



2 Gas Turbine Maintenance

2.1 Airlines Cost Structure

The air transportation market has seen an excessive growth over the past years.
In addition to that the market itself has become very aggressive and competitive.
Most of the airlines today are seeking new ways to reduce their expenses in order
to stay profitable in a market where low fare carriers are thriving. This is the
reason why we observe a change in the airline cost structure nowadays. Airlines
are implementing new technologies that can potentially contribute to the
reduction of the operation cost for an aircraft throughout its life. Maintenance,
repair and overhaul (MRO) costs for an airline gas turbine constitutes a major

component of that total operating cost [1].
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Figure 2-1 Aircraft Maintenance Cost [2]

The cost of maintaining an aircraft engine is such a large proportion of the total
MRO costs due to the complexity of those machines. Inspection, disassembly,
reassembly and testing of a modern gas turbine requires many man hours that

result in a high labour cost.



Moreover the high temperatures and stresses exerted on the components of the
engine require expensive materials that can withstand those severe conditions.
This is why an engine overhaul can cost many times more that the initial purchase
cost and also is the reason why the MRO is purely a cost driven process.
Therefore many aircraft operators develop complex monitoring and cost
estimating tools that can help them predict the costs associated with the operation

of a gas turbine over its life cycle.

2.2 Maintenance Strategies

It is obvious that maintenance is a significant part of any airline organization. It
involves a lot of planning and management in order to minimize the costs. There
are several strategies which can be applied but not all of them are suitable for an
aircraft engine. The simplest maintenance strategy is called run-to-failure. This
technique allows the equipment to operate until failure occurs. For obvious
reasons related to the safety of the aircraft that type of maintenance program is
not applicable for an airline engine. In the earlier age of aviation a technique
called time-based maintenance was used. Aircraft engines were removed for an
overhaul on a fixed interval rate. This time based schedule attempts to prevent
failures by replacing the components before a critical situation occurs. The
disadvantage of this method is the assumption that all the components age at the
same rate regardless of the operating conditions. In recent years the most
frequently used maintenance strategy is called condition — based maintenance.
This method prevents failures by monitoring the deterioration level of the gas
turbine components. The repair or the replacement of a component can take
place when the monitored value exceeds a predetermined limit. Further
techniques like opportunity maintenance and design out method, are also not

suitable for a gas turbine since the risk of failure is not tolerable [2] [3].

2.3 Engine Condition Monitoring

Engine Condition Monitoring (ECM) is necessary when a condition-based

maintenance strategy is applied.



Before the evolution of this technique the maintenance crew used to rely on the
pilot to retrieve the various parameters, using the instrumentation inside the
aircraft cockpit. Data was manually recorded once during take-off and once in
cruise conditions. Therefore the reliability and the efficiency of the whole
maintenance program suffered. Modern aircraft engines are equipped with
electronic engine control systems. Those devices apart from controlling the safe
operating of the gas turbine, also monitor the engine using a separate
maintenance software. They can collect data at a much faster pace that a manual
system and with higher accuracy. Those systems also have the option to transmit
information directly to a ground station [4]. The collected data can be classified
into two categories. The first category includes data which is not directly related
to the engine trust level and the operating conditions, like the oil temperature and
the vibration level of the engine. While the second category consists of
measurements like the gas path temperature, fuel consumption and rotational
speed for the high and low pressure shafts of the engine. In addition to those a
set of characteristics flight parameters like the altitude and flight speed are also
collected. All the gathered information is being used to produce trend lines. By
comparing the produced trend lines with base lines provided by the engines
manufacturer the faulty component can be found and replaced. Apart from data
collection, engine condition monitoring also includes the physical monitoring of

an engine such as borescope inspections [2].

2.4 Engine Shop Visit

Even though in recent years engine original equipment manufacturers (OEMS)
have tried to improve the on-wing maintenance by making the internal
components more accessible, the engine deterioration will eventually make the
operation of the engine unsafe and perhaps non profitable. At that point the
engine is removed from the wing for an overhaul. Also worth mentioning is that
the engine is replaced so that the aircraft can continue to operate while the engine
is refurbished. The whole process of removing and replacing an engine can be

completed by a group of 3-4 mechanics in under 8 hours [2].
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2.4.1 Primary causes of engine removal

A shop visit can be either a scheduled or unexpected event. An unexpected shop

visit could be the result of foreign object damage.

Debris can enter the engine while the aircraft is taxing, taking off or landing, as
well as when the aircraft flies. In a case of a scheduled shop visit there are three
usual causes:

% Hardware Deterioration

« Exhaust Gas Temperature (EGT) Margin Deterioration

< Expiry of Life Limited Parts (LLPSs)
The type of the engine influences the cases of an engine removal. As the
following diagram suggests short haul engines are more likely to be removed due
to the depletion of the EGT margin and the expiry of their life limited parts. On the
other hand medium to long haul engines suffer more from hardware and EGT
deterioration [5]. The reasons of this difference are going to be explained in the
next chapter. This thesis project is focused more on the medium to long haul

aircraft engines.
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Figure 2-2 Primary Causes for Engine Removal [5]

EGT Marqgin Deterioration

The exhaust gas temperature is one of the most important measurements for a
gas turbine, because it can be easily related to the efficiency of the machine at a
specific thrust level. The increase in the EGT depends on the component

deterioration that the engine experiences.

Other



A possible cause for the degradation of the EGT can be the wear of the
turbomachinery in the engine’s compressor and turbine. That wear increases the
components losses, through mechanisms like the over tip leakage, making the

whole engine less efficient.

In order for the engine to provide the same amount of thrust more fuel is
introduced into the combustor resulting in a higher exhaust gas temperature. If
the EGT exceeds a predetermined limit and the engine continues to operate, the
safety of the components can be compromised. This is why every engine is
certified with a maximum value of EGT called red line EGT. The difference
between the monitored EGT and the red line EGT is the EGT margin. Also worth
mentioning is that the Outside Air Temperature (OAT) influences the EGT and

the relationship between the two is almost linear.

Life Limited Parts Expiry

Another possible cause for the removal of the engine is the expiry of LLPs. The
parts on an aircraft engine are called limited parts if their failure results in an
uncontrolled situation. As the name suggests those components are certify for a
specific number of engine flight cycles (EFC). The LLPs on a gas turbine
comprise of rotating parts such as shaft and disks, and stationary parts such as
casings and engine mounts. For example the booster shaft on a General Electric
90-94B engine is certified for 20,000 EFC [6]. After the utilization of those flight
cycles the engine has to visit the workshop for an overhaul. Usually short haul
engines experience LLPs expiry as the cause of engine removal. Those engines
operate with a low ration of flight cycles to flight hours resulting in a higher rate of

LLPs life consumption.

Hardware Deterioration

The last reason for an engine overhaul is the degradation of the engine’s
hardware. The components inside an engine are exposed to high temperatures
and stresses, particularly the high pressure compressor and turbine. The non-life
limited parts like blades that operate under those conditions, suffer from low and

high cycle fatigue, thermo-mechanical fatigue and corrosion.



This results in a reduction in the life of the components or ever failure. To prevent
failure each component is closely examined as part of the engine condition

monitoring procedure and necessary the defective part is replaced.

2.4.2 Typical Shop Visit Planning

Engine Module Construction

Modern aircraft engine like the GE 90-94B are built using separate assemblies
called modules. This is an attempt by the OEMs to reduce the time required to
replace a component of the engine. A twin spool engine usually consists of 6
modules [7]. The fan, the low pressure compressor (LPC), the high pressure
compressor (HPC), the combustion chamber, the high pressure turbine (HPT)

and the low pressure turbine (LPT).

In many cases the high pressure compressor, turbine and the combustor are
referred to as the core of the engine. A typical modular construction for a twin

shaft gas turbine can be seen in the following figure.
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Figure 2-3 Twin Spool Module Architecture [8]

Shop Visit Planning

The overhaul of an engine comprises two major activities. The first is the
restoration of the EGT, while the second is the replacement of the life limited

parts.



More specifically when an engine visits the workshop the first step is the
disassembly of the engine and the inspection of each module individually. The
following procedure is the removal of parts, such as blades, and the inspection
for their serviceability. If those part are considered serviceable a restoration can

take place. The last steps are the reassembly and testing of the restored engine.

At this point it is noteworthy that from the total cost the material cost constitutes
approximately 60% - 70%, labor cost is equal to 20% - 30% and remaining 10%

- 20% accounts for the repair cost.

Different modules on the engine do not experience the same level of stress and
temperature, so they do not require the same level of attention at each workshop
visit. For this reason there are three level of work scope that can be applied to
each module separately. A typical example of the different level of work scopes

for each module is illustrated in the table below.

Modules 15t Shop Visit 2" Shop Visit 3d Shop Visit

Fan & LPC | Minimum Level Performance Level Minimum Level
Core Performance Level | Full Overhaul Performance Level
LPT Minimum Level Performance Level Minimum Level

Table 2:1 Typical Engine Work Scope

The Minimum work scope includes only the exterior inspection of the module and
some negligible repairs. The Performance level requires the disassembly of the
module and the inspection of parts like blades, seals and shrouds. Lastly the Full
Overhaul level calls of a full teardown of the module and the individual inspection
and replacement of each of the parts. The manufacturer of the engine usually

issues guidelines of the level of work scope for every module of an aircraft engine

[5].

2.5 Shop Visit Cost and Interval

As it is already mentioned the shop visit intervals are caused due to EGT margin
depletion, hardware deterioration, LLP expiry or unexpected events like foreign

object damage.



All the causes apart for the debris damage depend on the operation conditions of
the gas turbine. Therefore there is a relationship between the shop visit cost and
interval with the thrust rating of the engine, the operational severity and the

utilization of the engine.

2.5.1 Engine Utilization

A useful way to describe the usage of an aero engine is the ratio between engine
flight hours per engine flight cycles (EFH / EFC). A typical flight for a commercial
aircraft consists of a high thrust level at take-off, a steady thrust level at cruise
and a decrease in the thrust level at the descent and landing phases. Those
changes in the thrust level correspond to one full engine cycle. In addition to that
many aircraft use reverse thrust to decelerate after touching down. This also
correspond to an engine cycle, but since this phase is only few seconds long it
usually tends to be ignored. Using the EFH / EFC ratio the distinction between
short and long haul aircraft is simpler. Usually short haul aircraft have a ration
equal to 1-2 while long haul can reach values of 7-10.

2.5.2 Thrust Rating

As the thrust level increases for a gas turbine so does to the temperatures inside
the engine. Consequently, the core components experience greater thermal
stresses. That has an effect on the depletion of the EGM margin of the gas

turbine.

2.5.3 Operational Severity
The operational severity include all the conditions that create more challenging

operating conditions for the gas turbine.

The first one is the flight length. For a long flight the engine spends more of the
time at cruise conditions which are not demanding. Therefore a longer flight is

less severe to an aircraft engine than a short one.
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The second conditions is the take-off derate and it relates with the trust rating
mentioned above. When an aircraft do not require all the available thrust from the
engine the take-off thrust can be reduce, that results in a reduction of the rate of

EGT margin depletion.

The next operating conditions that affects the severity is the ambient
temperatures. The Outside Air Temperature (OAT) is linked with the EGT margin
and the trust level of the engine. For the same thrust level as the OAT increases
the EGM margin decreases, making the operating of the engine more demanding.
Lastly the environment in which a gas turbine operates is crucial to the severity.
An environment containing dust and sand particles than enter the engine will

results in higher deterioration especially in the compressor and turbine blades.

2.6 Non-Life Limited Parts

The objective of this thesis project is to study the influence of the maintenance
schedule to the non-life limited parts of an airline engine. More specifically, it is
focused on the high pressure compressor blades of a General Electric 90-94B.
The airfoils on a high pressure compressor are not life limited parts but they are
critical parts. This means that if they fail, the safe operation of the gas turbine can
be compromised. Blades are also a part that requires the manufacturer's
approval. This concept was introduced by the Federal Aviation Administration
and it ensures that the replacement blade will be designed and manufactured
under certain regulations [5]. The first step in analyzing the influence of the
compressor blade to the maintenance program is to understand the mechanisms
that make the blades fail.

2.6.1 Compressor Blade Failure Modes

There are two major categories of failure modes which apply to compressor
blades. First are the mechanical failure modes that include High Cycle Fatigue
(HCF), Low Cycle Fatigue (LCF) and Thermo-Mechanical fatigue. The second
category of failure modes include corrosion which is an environmental driven
process. In this project the blade life analysis will be based on high and low cycle

fatigue.
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Compressor blades experience a variety of different loads. The most severe of
them is the centrifugal load caused by the rotation of the shaft. The resulting
tensile stress is a maximum at the root of the blade. Apart from this loading, gas
bending moments due to change in the pressure and the velocity in both
tangential and axial direction are also imposed on the blade. Those gas bending
moments are fluctuating because of the interaction between stationary and

rotational components on the compressor.

At the inlet of the high pressure compressor of the GE 90-94B inlet guide vanes
(IGVs) are installed to turn the flow in the desirable direction. IGVs are stationary
blades that create at region of low flow velocity behind them, called a wake. As
the rotor blades cross the IGVs the gas bending moments acting on them change
and a cyclic loading is created. The frequency of that loading depends on the
number of IGVs installed on the engine, the rotational speed and the time that
the gas turbine is in operation. This situation produces what is known as high
cycle fatigue. On the other hand, low cycle fatigue is caused by starting and
stopping operation of the machine. HCF is usually associated with low stresses

and high frequency while LCF is the exact opposite condition.

Fatigue Mechanism

Fatigue is a phenomenon where a material can fail at a much lower stress level
than the material static strength, if the loading is fluctuating. The cyclic loading
combined with the crystalline nature of the materials used on compressor blades
are what drives the fatigue mechanism. The process of fatigue can be divided

into three phases: Crack Initiation, Crack Propagation and Failure by Fracture [9].

Crack Initiation

It is typical for cracks to initiate from the surface of the material. The bonds that
hold the outside layer of grains are weak making the distortion more likely at the
surface. In addition to that the stress concentration and the corrosive conditions

at the surface of the blade enhance the creation of initial cracks.
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The slippage between crystals which are aligned with the cyclic loading is
responsible for the formation initial micro-cracks. The defects in the material
increase the local stress concentration and quickly can be developed into macro-

cracks.

Propagation of Crack

The next phase is more important for identifying the fatigue resistance of a
material. Since every sample of a material will include impurities it is safe to
assume that the material will have initial micro-cracks. The propagation of cracks
can be spilt in two segments. At the first, the slippage between crystals in the

direction of maximum shear stress takes place.

While in the second one the propagation of the crack changes direction to avoid
planes that slippage cannot occur. At low stress conditions the propagation of a

crack can account for up to 90% of the material life [9].

Failure by Fracture

The propagation of a crack continues until the size of the crack reaches a critical
value. At that point the structural integrity of the material is compromised, since
the loading is applied at a small cross sectional area and the stress concentration
is very high. The failure can then occur by a gross yielding, ductile shear or a fast
running brittle fracture [9]. The mechanism of crack propagation and fracture will

be discussed in greater detail in the chapter 8.

2.7 Non-Life Limited Parts Inspection

The non-life limited parts and more specifically the blades of the high pressure
compressor are located deep in the core of the engine. It is not practical to
disassemble the gas turbine each time an inspection has to take place. In order
to simplify the process manufacturers have installed inspection ports in several
key locations. The maintenance crew can use them to insert a borescope and
monitor the condition of the interior of the engine without removing the casing.
Borescope inspection follows a schedule determined by the OEMs buy

unscheduled inspections can occur in the case of a malfunction.
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A borescope is comprised of an eyepiece where a magnification lens is located,
a flexible or rigid tube that includes the optical relay and optical fiber systems and
at the end an objective lens [10]. Light for the light source travels to the object
through the optical fibre system and returns back to the eyepiece through the

relay system.
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Figure 2-4 Borescope [11]

Another feature of flexible borescope is the ability to control the movement of the
objective lens. Articulated borescopes can either move into two or four directions
and are much easier to navigate inside the small cavities of the engine. Lastly
borescope inspections are an effective means of detecting degradation because

the smallest detectable crack size is slightly less than 1mm [12].

2.8 Chapter Conclusion

This chapter was dedicated to the maintenance schedule of an airline gas turbine.
The importance of the maintenance was discussed and the different types of
maintenance programs were explained. In addition to that, the procedures
involved in engine overhaul and the causes of an engine shop visit were
described. This thesis project focuses more on the influence of a typical engine
maintenance program to the life of a non-life limited part such as a compressor
blade. Therefore a quick description of the mechanisms responsible for the failure
of the blades and the inspection techniques used for them was included in this
chapter.

14



3 Methodology

This chapter provides an overview of the methodology used by the author in his
research. The main objective is to identify the influence of a normal maintenance
schedule on the high pressure compressor of a General Electric 90-94B engine.
The first step is the creation of the maintenance program. In order to achieve this
the author used the Cranfield Turbomatch and Hermes codes to simulate the
performance of the engine and the aircraft. Next step involved the formation and
usage of cost estimate relationships to predict the maintenance program. After
calculating the total amount of Engine Fight Cycles (EFC) a blade lifing model,
based on fracture mechanics, is used to determine the probability of a blade

failure.

3.1 Turbomatch Simulation

Turbomatch is a gas turbine simulation code developed at Cranfield. It is used to
simulate the performance of the GE90-94B engine at both design point and off
design conditions. Initial the process starts by matching the results of the
simulation with the available data in the literature. When satisfied that the model
represents as closely as possible the actual engine, the Turbomatch code is used

as an input to the Hermes program to simulate the performance of the aircratft.

3.2 Hermes Simulation

Hermes is an integrated engine-aircraft simulation code. It combines some
geometrical characteristics of the airframe with the results from the Turbomatch
code to simulate the operation of the aircraft over a mission. The model used in
this thesis represents the Boeing 777-200 ER aircraft and the first step was the
formation of a payload /range curve that matched the actual one provided by
Boeing. When an acceptable simulation was achieved the model was used to

represent a specific flight from London, Heathrow to New York JFK.

3.3 Maintenance Schedule

With the results available for the reference flight, the cost estimate relationships

can be used to predict the maintenance program for the specific aircratft.
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The creation of the cost estimate relationships is a procedure that involves the
collection of data for a large engine database and a back step regression process.

This process will be fully explained in chapter six.

3.4 Blade Sizing

This step includes the necessary procedures to retrieve a basic shape for the
compressor blades. In a high pressure compressor the first stage will experience
the higher stresses. The first row blades are longer and therefore the centrifugal
stresses will be higher. The basic shape for the first stage blades will arise from
a preliminary compressor design study.

3.5 Blade Lifing

The last step consists of the lifing analysis of the compressor blade. Having
calculated the basic dimensions of the blade, the stresses imposed on it can be
derived. For the lifing of the blade two methods will be used. The first is a fracture
mechanics model that predicts the crack propagation. The second is a basic high
cycle fatigue lifing study using a Goodman diagram approach.

» Retrieve the Thrust Requirements for a
specific flight
» Study the Derate effect on the engine

Engine — Aircraft Simulation

» Retrieve the Cycles for each Shop Visit

Maintenance Program Prediction

1111

Blade Sizing Retrieve the basic Blade Shape
. + For a specific Maintenance Program
Blade Llﬁllg calculate the possibility for blade failure

Figure 3-1 Methodology



4 Engine Simulation

This chapter includes the specifications for the selected engine, the basic function
of the Turbomatch code, the model the author used to simulate the performance

of the engine and the results from the matching process.

4.1 General Electric 90-94B

Initially the study was conducted using a larger more powerful and newer gas
turbine the GE 90-115B1. However the lack of data available for that specific
engine made the matching process difficult. To avoid this problem the author
decided to change his selection and work with a slightly older engine the GE 90-
94B. The General Electric GE 90 was developed from the Nasa Energy Efficient
Engine. It is a twin spool large turbofan engine. The fan has a diameter of 3.4
meters and includes 22 blades constructed from carbon composite material with
a titanium leading edge. After the fan, the flow splits and follows either the path
through the core of the gas turbine or the bypass duct. Inside the core of the
engine, a low pressure compressor or booster is located to increase the core
mass flow. The high pressure compressor, which follows, initially had 10 stages
but it was decided that the final stage was not necessary. The HPC in the GE 90-
94B is a 9 stage compressor with a pressure ratio of 23:1 at take-off conditions.
In order to ensure stall free operation of the front stages at part speed, 5 rows of
variable stator vanes were also included in the design. The combustion chamber
IS constructed using two concentric chambers, a design that GE calls Dual-
Annular Combustor. There are two rings of 30 fuel nozzles each, with only one of
the rings spraying fuel during starting and low power setting. The high pressure
turbine of the engine consists of two air-cooled stages and an active clearance
system is also present in the HPT casing. The following component is the low
pressure turbine, which has 6 stages for improved efficiency and work extraction.
An active clearance control system is also present in the LPT [13]. The figure

below depicts the airflow and major components for a General Electric GE 90.
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4.2 Turbomatch

Turbomatch is a gas turbine performance simulation code. It has been developed
by the School of Mechanical Engineering in Cranfield. The latest version,
Turbomatch 2.0 can perform design-point, off-design and transient performance
calculations. Is uses a brick design construction that enables it to simulate a wide
range of industrial and aero engines. These bricks represent the major
components of the gas turbine such as the compressor, turbine and combustion
chamber. The method that Turbomatch uses to simulate the operation of the
engine is based on mass flow and energy equilibrium between the bricks. The
interface between bricks is known as a station and the gas properties in this

position are called station vectors [15].

Initially Turbomatch calculates the design point for the gas turbine. It uses inputs
such as the ambient conditions and the values selected for the handle and
calculates the gas properties at each station. Using these it can derive outputs
like the trust and fuel consumption for the gas turbine. In addition Turbomatch
also selects scaling factor for the design point calculations. It uses those to adjust

the generic component maps to fit the particular simulation.

For the off — design calculations Turbomatch applies a technique where it
guesses values like the pressure ratio, the rotational speed and the components
efficiencies. It then checks if the guesses are correct using mass flow, energy

and rotational speed equilibriums.
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At this stage, it is worth mentioning that the biggest uncertainty introduced to the
simulation arises from the use of generic component maps. Turbomatch includes
5 compressor and 6 turbine maps that it scales to match the design point. Since
the component maps are generic they cannot fully simulate the operation of the
components. However the scaling process has been optimized to such an extent
that the error from the use of the generic maps is almost unnoticeable.

4.3 General Electric 90-94B Model

To simulate the GE90-94B a typical brick construction was used. A simplification
was made to the design of the model, regarding the bleed extraction from the
HPC. The air used for cooling the HPT was taken only at the outlet of the high
pressure compressor, while the actual engine incorporates 3 bleed ports at the
fourth, seventh and ninth stage. The model used in this simulation is described
by the figure 4-3.
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Figure 4-2 GE90-94B Turbomatch Model
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The simulation process for any gas turbine starts by collecting all the available
specifications for the design point. In the case of the GE90-94B most of the data
were available at take-off conditions, hence that point was chosen as the design
point of the engine. The available data for the take-off condition can be seen in
the table 4-1 below.

Engine Specifications at Take-Off
Item Value
Inlet Mass Flow [Kg/s] 1467
By-Pass Ratio 8:4
Fan Pressure Ratio 1.58:1
HPC Pressure Ratio 23:1
HPT Auxiliary Work [kW] 288.1

Table 4:1 Engine Specifications [13]

Another parameter that affects the operation of the gas turbine is the amount of
air extracted from the compressor, which is used to cool the high pressure

turbine.

The total amount allowed for extraction depends on the power setting of the
engine. The following table contains the maximum permitted air extraction in

relation to the non-dimensional rotational speed of the low pressure spool (N1).

Allowable Bleed Limits (Percent)
Stage 4 Stage 7 Stage 9 Total
Below 23% N1 7.8 1.8 13.6 15.4
23% to 31% N1 7.6 1.6 12.8 14 .4
31% to 57.4% N1 7.4 1.3 12.6 13.9
57.4% to 80% N1 72 1.3 12.6 13.9
80% to 96.8% N1 7.0 1.3 6.5 8.3
Above 96.8% N1 6.5 13 6.5 7.8

Table 4:2 Maximum Bleed Extraction [16]

20



For the take-off condition the maximum air bleed allowed is equal to 7.8 percent
of the total mass flow through the core of the engine. Finally the last variables
that need to be specified were the component efficiencies. This is another
possible cause of inconsistencies, since the actual values for the efficiencies are
not available in the public domain. These values are assumed and they were kept
within reasonable limits. The individual component isentropic efficiency selected

for the final model are illustrated in the table below.

Component Isentropic Efficiency
Fan 0.915
Low Pressure Compressor 0.89
High Pressure Compressor 0.88
Combustion Efficiency 0.99
High Pressure Turbine 0.92
Low Pressure Turbine 0.93

Table 4:3 Component Isentropic Efficiency

4.4 Turbomatch Model Validation

The model of the GE0-94B engine was verified using three different operating
conditions. Three points were selected in order to ensure a proper working model.
The difficulty at this stage originates from the available data in the literature. In
two of the cases the author was forced to compere the model of the GE90-94B
with data available for the GE90-85B.

4.4.1 Take-off

This is the design point of the model. Apart from the specifications of the engine
presented in the table 4-1, the only other available data was the thrust level
produced at take-off. The actual engine produces 416671.3 N of thrust and the
result from the simulation was 416735.35 N. The resulting error is equal to -
0.01537%. Also noteworthy is the Turbine Entry Temperature (TET) used in the

design point simulation.
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The only data that was available, came from a less powerful engine the GE90-
85B. These two models share the same basic construction and most of the
components, the difference between them is the level of thrust they produce. For
the GE90-85B at take-off conditions the TET was 1592K, while in his model the
author used a TET of 1659K. The 67K difference is reasonable given the higher
thrust level of the 90-94B.

Design Point

Literature Turbomatch Error %
Thrust Level [N] 416671.3 416735.35 -0.01537

Table 4:4 Design Point Simulation Results

4.4.2 Cruise Conditions

For the simulation of the cruise conditions the author could not find any reliable
data for the specific model of the GE90. Therefore again a comparison between
the GE90-94B and the GE90-85B was chosen. In order to simulate cruise, the
ambient conditions were changed to an altitude of 30000 ft (10668 meter) and a

cruise speed of 0.85 Mach.

The TET was used as a handle and the engine was spooled down until the

required thrust level was achieved. The results are shown in the table 4-5 below.

Cruise Condition
Literature / GE90-85B | Turbomatch Error %
Thrust Level [N] 69100 69117.18 -0.0249
SFC [kg/N] 15.6 . 154 1.28

Table 4:5 Cruise Conditions Simulation Results

4.4.3 European Aviation Safety Agency (EASA) Certification

The last point chosen for validation of the model was the certification test from
the EASA. The engine in this test is allowed to operate without any bleed
extraction from the compressor and without any auxiliary work produced by the

high pressure turbine. The air required for blade cooling is provided by an external
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source. In addition to this, the test takes place under static sea level conditions
with an International Standard Atmosphere (I.S.A.) temperature deviation of 15
°C. The comparison between the actual test results and the simulation can be

seen in the table 4-5 below.

EASA Certification Condition
EASA Certification Turbomatch Error %
Thrust Level [N] 432811 432936.36 -0.0289
EGT [°C] 1030 932.34 9.482

Table 4:6 EASA Certification Simulation Results

The error that occurs in the measurement of the exhaust gas temperature seems
significant. Indeed an error of 9.482% in a simulation is considered to be high.
However there are three possible causes for such a large error. Firstly
Turbomatch is a thermodynamic tool that works adiabatically, so it does not take
into account the heat fluxes through the casing of the gas turbine. Heat could be
transferred for a hotter combustion case to the measurement equipment,

something that Turbomatch does not account for.

Secondly an error can arise from the measurement itself. During the EASA
certification the EGT is measured between the HPT and LPT. At this location a
measurement of homogenous temperature is difficult. Thirdly the EASA does not
specify the temperature of cooling air provided to the HPT. The temperature of
this cooling mass flow affects the measured exhaust gas temperature.

The design point code as well as the results from each validation point are
presented in the Appendix A.
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4.5 Turbomatch Results

The creation of a reliable Turbomatch model was essential for this thesis project.
Hermes uses as an input the design point created in Turbomatch, to simulate the
performance of the engine during a whole flight. Therefore the model was
validated using three different operation conditions. However the results contain
error due to three major assumptions:

1. The way Turbomatch code works introduces an error. The actual
component maps are not available and generic maps are used after they
have been scaled. Consequently this is a reason for generating errors,
especially in off-design simulation.

2. The assumption of the component efficiencies. Full specification for the
components of a gas turbine are not published in the literature.
Subsequently some assumptions have to be made. In many cases the
chosen efficiencies do not agree with the actual data.

3. The comparison with the GE90-85B. The author was forced to validate
the operation of the engine in cruise conditions using data from a different
engine. Even though both engines are quite similar, this probably has
introduced some error to the simulation.

4.6 Chapter Conclusion

This chapter included a brief summary of the specifications of the General Electric
90-94B and a description of the Turbomatch model used to simulate it. The
validation process that followed tests the accuracy of the model using three
different operating points and the resulting errors were within acceptable limits.
Lastly an explanation for the causes of those errors was given.
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5 Aircraft Simulation

This chapter focuses on the analysis of the flight path using an aircraft
performance model called Hermes. The basic way that Hermes works, the inputs
it needs and the results it produces are also explained. The chapter is continuous
with a description of the model used in this project, and concludes with the
validation of the results.

5.1 Hermes

Hermes constitutes an aircraft performance model develop in Cranfield. It uses
the appropriate input data to calculate mainly the thrust required from the
engines, the maximum range of the aircraft for a specific amount of fuel or
alternatively the fuel needed for a predetermined mission. It is constructed in such
a way, that a wide variety of aircraft can be simulated using the code. The user
also has the capability to interfere with variables such as the rate of climb and the
configuration of the aircraft during take-off and landing. The tool has been

validated using as a baseline many aircraft with errors that do not exceed 1% [17]

[18].

5.2 Hermes Modules

Hermes is built with a modular construction following the logic behind
Turbomatch. This gives the code the necessary flexibility to adapt to many
different simulation scenarios. The different modules of Hermes are:

1. The Input data

The Mission Profile

The Atmospheric

The Engine Input data

The Aerodynamic

The Aircraft Performance Module

ogabhwn

The modules are independent of each other, but data from all of them are
combined to calculate the aircraft characteristics and produce the desired results

such as the range, the fuel consumption and the time spent at every phase of the
flight [17].
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5.2.1 Input Data Module

The module contains all the necessary aircraft data. The geometrical
characteristics of the airframe are defined in this module. More specifically data
such as the area, the aspect ratio, the sweep angle, the taper ratio etc. for the
plane’s wings, fins and tailplane are required as an input. In addition to, the basic
configuration of the aircraft such as the landing gear characteristics and high lift
systems are also included in this module. All the information in this module is
used by the aerodynamics or the performance modules to produce the aircraft

variables such as the lift and drag coefficient [17].

5.2.2 Mission Profile Module

All the data describing the mission that the aircraft is flies are included in this
module. The profile of the flight is defined by the inputs in order for the
performance module to calculate the range, duration and fuel required for the
mission. There are two option that the user can choose in this module either for
a fixed amount of fuel to calculate the maximum range of the airplane, or to

calculate the necessary fuel for a specific flight.

5.2.3 Atmospheric Module

The function of this module is to provide the others modules with the correct
atmospheric operating conditions. The module calculates the ISA temperature
and pressure at the exact flight level the plane flies and these are used as input
to the performance and aerodynamic modules. The user can choose a typical
ISA temperature or input a different temperature to study the influence on the
flight characteristics [17].

5.2.4 Engine Data Module

In this module the operating condition for the engine is defined. The user inputs
the maximum TET at take-off, climb, cruise, approach and idle, as well as a range

which Hermes will uses in order to converge to a solution for the required thrust.
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The data for the engine data module with some additional information from the
atmospheric module are used to describe the operating condition of the engine
in the Turbomatch code [17].

5.2.5 Aerodynamic Module

The aerodynamic profile of the airframe is calculated in this module, in particular

the drag coefficient for each surface of the airplane [17].

5.2.6 Aircraft Performance Module

The final module that uses as inputs the results from all the other modules is the
performance module. The outputs are presented in the aircraft flight path
performance file that Hermes produces and include among others the distance,
the duration and the fuel consumption for each segment of the flight. An example
of how the aerodynamic and performance modules calculate the required thrust

at cruise conditions follows.

The Aerodynamic module is responsible for computing the drag coefficient for the
whole airplane. The drag coefficient can be divided into a constant part and a part

that depends on the lift coefficient.

CD = CDO + CDI (5‘1) Dl’ag Coefficient

Where:

Cb = Drag coefficient

Cpo = Zero lift drag coefficient
Coi = Lift influenced term

The zero lift drag coefficient is calculated using profile drag of each surface of the

aircraft. The expression for the Cpois:

Y(Cfe X @ %X Q. X Swetc) (5-2) Zero Lift Coefficient
SRef

Cpo =
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Where:

Cfc = Skin friction coefficient
@c = Form factor

Qc = Interference factor
Swetc = Wetted area

The term that depends on the lift coefficient is calculated using the equation

below.

(5-3) Lift Influenced Term

G
CD’=[(CZanAxR)+C3+C4+CD°]XCL2

In equation 5-3 the terms Ci and C: relate to the geometrical characteristics of
the plane’s wings. The term Cs adjusts the result of any non-optimum wing twist,

while the term C4 accounts for the viscous effects [17].

Having established the method for deriving drag coefficient the lift coefficient
calculation follows. The aircraft performance module determines the lift

coefficient using the equation 5-4.

~ w (5-4) Lift Coefficient
1/2 X p X V%X Sper

)

In the above equation W stands for the total weight of the aircraft, p for the density
of the outside air, v for the aircraft velocity and Srer for the reference area of the
airframe. This relationship explains the reason why in cruise as the aircraft

consumes fuel and looses weight it requires less thrust for the engines.

The final equation for calculating the thrust in level flight conditions is based on a

simple force equilibrium on the aircraft.
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Assuming that the airplane flies at a constant speed the thrust is equal to the drag
force and the lift produced by the wings is equal to the weight of the aircraft.
Hence:

w (5-5) Thrust Equation
Thrust = z

Where:
W = Aircraft weight
E = Aerodynamic efficiency CL / Cp

Hermes uses similar equations to compute the range and fuel consumption of the

airplane not only at cruise conditions but also at take-off, climb and descent.

5.3 Payload Curve

The payload curve includes all the performance information for the aircraft in one
diagram. The payload curve is unique for each aircraft and it describes the range
for a given payload. It is defined using three separate lines. The first is called
maximum payload (A-B), the second maximum take-off weight (B-C) and the third
maximum fuel capacity (C-D). The three lines indicate the three different
operating conditions for the airplane. In addition, there are also three noteworthy

points on the figure below.

Payload [kg]

i

Maximum Payload Range Maximum Fuel Range erry Range

Range [km] {

Figure 5-1 Typical Payload Curve [19]
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5.3.1 Maximum Payload Range
This point indicates the maximum range that the aircraft can fly, carrying the
maximum payload. The maximum payload capacity for an airplane can be

defined either by using the maximum volumetric payload, or the maximum zero

fuel mass limitation [19].

e Maximum Volumetric Payload

The payload of the aircraft using this method is calculated by adding the mass of

the passengers, baggage and cargo using standard densities for all of them.

e Maximum Zero Fuel Mass Limited Payload

The payload in this case is determined by subtracting the maximum zero fuel

mass from the aircraft empty operating mass.

5.3.2 Maximum Fuel Range

In this situation all of the airplane’s fuel tanks are completely full with fuel. The
payload in this case is the remaining weight up to the maximum take-off weight
is reached [19].

5.3.3 Ferry Range

The last significant point on the payload curve is the ferry range of the aircraft.
This represent the maximum range the aircraft can be flown if only the maximum
fuel was carried. This point does not correspond to the maximum take-off weight
and therefore the lift to drag coefficient will be different [19].

Beside these points the manufactures also defines the design point of the plane.
For civil aircraft the design point usually exists between the maximum payload

range and maximum fuel range [19].
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5.4 Boeing 777-200ER Model

The aircraft which the author chose to simulate in this thesis project is a Boeing
777-200ER. It is a medium to large range aircraft first flown in 1994. The ER
version stands for extended range. In order to simulate the aircraft in Hermes the
geometrical characteristics have to be obtained. The author used the drawings
provided in the Boeing website [20] to derive variables such as the wings taper

ration, aspect ratio and sweep angle.
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Figure 5-2 Boeing 777-200ER Drawing [20]

In addition to these geometrical specifications, Hermes requires some weight
specifications for the aircraft. These are also found through the Boeing website.

The table below lists all the weight specifications used in the model.
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Boeing 777-200ER with GE90-94B
Maximum Take-off Weight [Kg] 297550
Maximum Landing Weight [Kg] 213180
Maximum Payload [Kg] 54635
Engine Weight [Kg] 7550
Fuel Capacity [Litres] 171170

Table 5:1 Boeing 777-200ER Weight Specifications [21]

To complete the basic model the author input additional information for the
configuration of the aircraft, such as the landing gear characteristics and the
number and angle of the flap surfaces. The full model used to simulate the Boeing
777-200ER can be seen in Appendix B.

5.5 Hermes Model Validation

After constructing the Hermes model the validation process began. The payload
/ range curve created by Hermes was compared with the actual curve from
Boeing [22]. In order to produce the payload / range curve for the model in the
Hermes the program was used three times with a different set of inputs each time.
Hermes was used with a fixed payload and fuel weight and the result of each

simulation was the range of the aircraft.

The first simulation targets the ferry range of the aircraft. Therefore the maximum
fuel weight of the aircraft was used. It is noteworthy that the maximum tank
capacity is given by the manufacturer in terms of volumetric capacity. Using an
aviation fuel density of 0.813 kg/L [23] the author convert this volumetric capacity
to weight capacity. This is an approximation because density depends on the
temperature and the weight of the fuel that the tanks of the aircraft can store

depends on the ambient conditions.

The second range simulated with Hermes was the maximum fuel range. In this
case the fuel tanks were again completely full and the payload was increased

until the maximum take-off weight was achieved.
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The last point in the validation process was the maximum payload range.
Following the logic of the previous cases the maximum payload weight was
inserted in Hermes and the rest of the available weight was used as the fuel
weight for the mission.

The results of the simulation compared with the payload / range curve from
Boeing are illustrated in the figure 5-3 below.
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Figure 5-3 Payload/Range Curve

The maximum error occurs in the ferry range calculation and it is 2.8379%. This
error is considered to be substantially small, thus making the simulation
successful. The trend that arises for the results is noteworthy. The error increases
as the range of the aircraft increases. The reason why this occurs could be some
discrepancies in the simulation of the engine in the cruise conditions. As the
aircraft flies farther the engines operate for a greater amount of time in cruise
conditions and therefore the error increases. However, since the maximum error
is under 3% no change in the Turbomatch module of the Hermes codes is
required.
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5.6 Reference Flight

After the successful matching of the payload curve, a reference flight was also
simulated using the created code. The flight selected initiate from London
Heathrow to New York JFK airport. The flight has a length of 5545.8 Km and
accordingly with the British Airways website [24] the flight takes 7.5 hours. The
Boeing 777-200ER is capable of much longer flights than that, but since this is a

popular route the author decided to use it as the reference flight.

All the necessary values were inputted in the Hermes model and a fixed range
for a given payload scenario was chosen. The selected payload for this simulation
was equivalent of 368 passengers fling under the medium / long range rules
configuration as the [22] suggested. Those passengers and luggage translate to
35000 Kg of payload. The last variable changed was the derate level at take-off.
A 15% derate at take-off was selected to study the influence of derating the

engine.

After the simulation the important results from Hermes was the thrust level of the
engines at take-off conditions as well as the total time for completing the flight.
The engines with a 15% derate level were producing a maximum thrust at take-
off equal to 357.71 KN per engine. In addition to that the whole flight time was
equal to 7.05 hours. A difference between the 7.5 hours for the British Airways
website was no observed. There are two main reasons for this difference.

1. The true airspeed that British Airways uses to fly that mission is not known.
For the simulation the author selected a typical Mach Number equal to
0.80 for the cruise segment of the flight, but a different value will affect the
total time of the mission

2. The time spent for taxing. Both Heathrow and JFK are two of the busiest
airports in the world. Usually taxi in and out of those airports takes a lot of
time. Hermes has a fixed for taxi in and out. Specifically for international
flight start and taxi-out is set to 12 minute, while taxi-in is only 5 minute
[17]. The actual time required for those segments of the flight could be
longer, resulting in the difference of 25 minutes in the simulation.

The results for the simulation of the reference flight are consider to be acceptable
from the author and are going to be used in order to calculate a reference

maintenance program for a Boeing 777-200ER using the Cost Estimate
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Relationships. In addition to that, results for this simulation are going to be used
to perform a stress analysis in the first stage of the high pressure compressor
blades in the Chapter 7 of this thesis.

5.7 Chapter Conclusion

This chapter provides an overview of the Hermes program and the simulation of
a Boeing 777-200ER. The structure and the operation of the code were
explained. In addition, an example of how Hermes calculates the required thrust
was presented. Lastly the model used to simulate the aircraft was described and

a detailed analysis of the results of the validation process was given.
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6 Cost Estimate Relationships

The process of creating a reliable and cost effective maintenance program for an
airline engine is a very complicated task. A simplified method that can give an
estimation of the engine shop visit intervals and cost associated with
maintenance is the usage of cost estimate relationships (CERs) developed for an
aircraft engine. The process involves the creation of an engine database and the
collection of the specifications related to the maintenance schedule. After
normalizing the data, a back step regression process results in the desire CERs.

This chapter describes the steps required to calculate those CERSs.

6.1 Data Collection

The collection of data and the creation of the engine database is probably the
most crucial aspect of this study. Initially the engines which are going to be
included in the database must be selected. Since the thesis project focuses on
medium to large haul aircraft, the engine chosen are equivalent to the GE90-94B
used in the Turbomatch — Hermes models. After establishing the selection of the
engine the specifications of each have to be collected. The specifications can be
divided into two categories. The first includes all the cost drives. Those are non-
cost variables that affect the maintenance schedule of an engine. The second
category contains all the information for the shop visit intervals and the cost
related to them [25].

6.1.1 Non-Cost Specifications

The maintenance schedule and the money required for each shop visit usually
depend on some key engine performance characteristics. More specifically the
thrust of an engine, the weight or the ratio between the engine flight hours per
engine flight cycles (EFH / EFC) influence the maintenance program. Therefore
for the formation of CERSs the rated thrust, the engine weight, the EFH / EFC and

EGT margin were collected.
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6.1.2 Cost Specifications

In addition to the information above, in order to complete the regression process,

cost specifications are also essential. For this data the author relied on the

literature available on the aircraft-commerce website [26]. The data gathered

included information for the non-mature and mature shop visit intervals, the shop

visit costs as well as the reserves for the life limited parts.

A full description of the reference for each engine is given in Appendix C.

The Table below lists all the data collected for the engine database. It is also

worth mentioning that for the General Electric 90-90B engine, data were available

for different EFH / EFC ratios hence this engine appears twice in the table 6-1

below.
Removal Intervals SV Cost LLP Cost
1st Removal Mature Removal 1st Removal Mature Removal

Engine Name Thrust (kN) Weight (kg) EFH/EFC EGTM| EFH EFC EFH EFC |Cost($mi) $/EFH Cost($mi) $/EFH |LLP Reserve $/EFC
RB211-535E4 178.37 3449 3 30 18000 6000 18000 6000 3 166.67 3.5 194.44 185
Trent 553 235.756 4950 10.75 40 28000 2600 24725 2300 5.7 203.57 6.4 258.85 710
Trent 556 249.1 4390 8.5 40 22100 2600 18550 2300 54 244.34 6 306.91 710
Trent 768 298.03 6160 6 45 26400 4400 21000 3500 4.65 176.14 5.5 261.90 374
Trent 772 316.284 6160 7 45 30100 4300 23100 3300 4.75 157.81 5.6 242.42 374
Trent 877 342.519 6078 3.5 50 18550 5300 16450 4700 5.5 296.50 6.5 395.14 524
Trent 892 407.457 6078 7 50 24500 3500 17500 2500 5.1 208.16 6.75 385.71 596
Trent 835 413.684 6078 9 50 22500 2500 20700 2300 5.6 248.89 7 338.16 844
Trent 970 311.375 6246 8.5 50 23000 2700 19000 2200 5 217.39 6.3 331.58 618
Trent 977 338.065 6246 10.75 50 28000 2600 15000 2300 5.25 187.50 6.5 433.33 618
CF6 - 80E1 320.27 5092 5.75 33 18000 3300 16000 2500 2.25 125.00 3.25 203.13 305
GE 90-950B 400.34 7550 3.65 45 13125 3500 195000 5000 5 380.95 6 315.79 445
GE 50-950B 400.34 7550 6 45 17000 2850 14500 2450 6.25 367.65 7 482.76 445
GE 50-94B 416.798 7550 8 45 20450 2550 17500 2150 6.25 305.62 7 400.00 445
GES0-110B  485.304 8283 10 45 295000 2500 20000 2000 6.75 232.76 7.75 387.50 432
GES0-115B  511.546 8283 8.5 45 25000 3000 15000 2200 6.25 250.00 7.25 381.58 432
PW 2040 RTC  182.38 3221 3 47.5 | 14000 4700 14000 4700 2.2 157.14 2.8 200.00 189
PW 4077 351.409 6847 1.5 40 15000 10000 12000 8000 4 266.67 5 416.67 514
PW 4090 404.788 6847 7 50 18500 2800 15550 2350 4.5 243.24 5.75 369.77 661
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6.2 Database Normalization

The reports containing the cost data for the engine database were not published
for the same year. The problem when working with historic cost data is that they
do not compare with each other. This is because cost data are influenced by
inflation. As mentioned in the second chapter, a shop visit cost can be divided
into labour cost and cost for replacement parts with each one influencing to a
different extent the total cost. Inflation occurs differently for the two categories of
costs. To account for this the total inflation has been calculated using the
following equation [5].

PPI (6-1) Inflation Factor
+ 0.7 X
ECIbase PPIbase

Inflation Factor = 0.3 X

Where:
ECI = Employment Cost Index
PPI = Producer Price Index

The baseline for the calculations was chosen as the year 2015. In addition to this,
the factors 0.3 for the employment cost index and the 0.7 for the producer price
index indicate that the labour cost constitutes 30% of the total cost, while the
remaining 70% is the cost for the replacement parts. The data for the PPI and
ECI were found in the bureau of labor statistics website [27], and are presented
alongside with all the normalized data and the inflation factors used in the
Appendix C.

6.3 Regression Process

Regression is the process in which mathematical expressions are developed,
reflecting how one or several independent variables influence a dependent one.
All the independent variables are not significant. The process of regression
involves finding the variables which are significant in determine the results and

forming a mathematical expression.
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The simplest way of creating cost estimate relationships is by using a linear
multiple stepwise backwards regression. In this case the produced expression

would have a form such as:

Y=a+bXxX;+cXxX,+dXXj;5.. (6-2) Typical Linear CER

Where Y is the dependent variable and the Xi, X2, X3 are the independent
variables. However in most cases the cost estimate relationships are not linear.
To resolve this, a variation of different functions must be used in order to produce
the best combination that creates the smallest error. In this situation a general

CER has the following form:

Y=a+bxInX; +cx 1/X2 +dxXZ.. (6-3) Typical Non-Linear CER

The software of choice to perform the regression process was Excel. Excel does
not have an automatic tool to perform a stepwise backwards regression process,
so it has to be performed manually. Initially, all the non-cost variables are
collected and functions of them are created. Unfortunately Excel does not support
regression processes for more than 16 independent variables. Using the data
analysis tool in Excel a regression step is performed. After the first iteration, the
least significant variable is recognized and removed from the database before the

whole procedure is repeated.

The criterion in order to remove the independent variables is based on a statistical
test that involves the usage of the t-value. The user can calculate the minimum t-
value using the degree of freedom and the appropriate t-value charts. The degree
of freedom (DOF) can be calculated using the equation below:

DOF=N-k—-1 (6-4) Degree of Freedom
With N stands for the number of observations (essentially the number of engines
used in the engine database) and k the explanatory variables. The user also has

to describe the level of confidence required. For this study the level of confidence
is 90%. The t-value chart used for the regression can be seen in the Appendix C.
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The critical value is then compared with the actual value for each independent
variable. If the expression below is not satisfied the variable is removed from the
process. The iterations continue until all the actual t-values are greater than the

critical.

|Actual t — value| > |Critical t — value]| (6-5) T-stat Check

6.3.1 Mature Shop Visit Interval Removal Example

This paragraph explains in more detail the regression process for the formation
of the mature shop visit interval removal CER. In order to form the cost estimate
relationship, five independent variables and their functions were used. More
specifically the thrust, the weight of the engine, the EFH / EFC, the Thrust to
Weight ratio (TWR) and the EGT Margin (EGTM) were used. The results for the

first step of the regression are illustrated in the table below.

ANOVA
df SS MS F
Regression 13 47884654.47 368343496 26.9764151
Residual 5 682713.9463 136542.7893
Total 18  48567368.42
Coefficients Standard Error t Stat P-value
Intercept 3029550.253  2157793.035 1.404004093 22%
Thrust 56.66079524  1429.088638 0.039648202 97%
|Thrust'\2 0.110283343  2.101002887 0.05249081 96%
ThrustA3 -0.00013676  0.001317171 -0.10382804 92%
In(Thrust) -25885.7838  172275.8414 -0.15025777 89%
Weight 238.3459276  189.2340855 1.259529577 26%
WeightA2 -0.02066571  0.016787057 -1.23105 27%
WeightA3 7.55295E-07 6.43102E-07 1.174454954 29%
In(Weigth) -429626.485  357366.3808 -1.20220174 28%
EFH/EFC -1441.28238  1312.886472 -1.09779665 32%
(EFH/EFC)A2 79.07276644  58.65437722 1.348113648 24%
In(EFH/EFC) -404.271359  3136.167583 -0.12890617 90%
EGTM -80.6117756  66.35082133  -1.2149326 28%
TWR -63858.2434  546374.0177 -0.11687643 91%

Table 6:2 First Step Regression Results for Mature Shop Visit Interval
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For the first iteration the degree of freedom can be calculated, using the equation
6-3.

DOF =N -k -1= DOF =19-13-1= DOF =5

By referring to a t-value chart for a confidence level of 90% and a DOF =5 the
critical t-value is equal to 2.015. All the resulting t-values for the first iteration are
lower than 2.015, therefore the variable with the lowest t-value has to be
removed. Subsequently, the thrust? was removed and the whole procedure was
repeated until the equation 6-4 was satisfied for all the independent variables.

The results for the final iteration can be seen in the table below.

ANOVA
df SS MS F

Regression 6 47182208.09 7863701.348 68.125266
Residual 12 1385160.333 115430.0277
Total 18 48567368.42

Coefficients  Standard Error t Stat P-value
Intercept 79453.11442  26076.25064 3.046953165 1%
Thrust 46.00247056  18.47528576 2.489946362 3%
In(Thrust) -17208.7998 6368.43781 -2.70220112 2%
(EFH/EFC)A2 15.90910013 5.448771635 2.919759021 1%
In(EFH/EFC) -4061.64105  360.4800424 -11.2673118 0%
Weight 4.493623046  1.560095277 2.880351677 1%
WeightA2 -0.0003353 0.000121613 -2.75708414 2%

Table 6:3 Seventh Step Regression Results for Mature Shop Visit Interval

After removing 6 variables, the degree of freedom in this case is equal to 12 and
the critical t-value is 1.782, making the condition imposed from equation 6-4 true
for all the variables. Therefore the iteration process stops and the final

mathematical expression for the cost estimate relationship can be derived.

The method explained in this paragraph was used to create all of the CERSs. It is
noteworthy at this point that the user should be careful when conducting a
regression process in Excel. Apart for the t-value check the user should also use

logical thinking when choosing which variable should be removed.
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For instance, it is not logical to remove all the thrust related variables from a CER,
since the thrust level of an engine influences the maintenance schedule. Even
though it would satisfy the t-value check, a CER without any thrust related

variable would not perform correctly.

6.4 Final Cost Estimate Relationships

In total five cost estimate relationships were developed, in order to predict the
maintenance schedule for an airline engine. These mathematical formulas can
predict the shop visit intervals, the shop visit cost and the reserve cost for the
LLPs.

Non - Mature Removal Interval CER

NMRI =5901.894—63.679- ET +0.08587 - ET 2 +5.3701-W — 0.00041-W 2
_EFH _ In(EFH
+475.0095 /EFC 6091.27 |n( /EFC)

Where:

NMRI = Non — Mature Removal Interval [EFC]
ET = Engine Thrust [KN]

W = Engine Weight [Kg]

Mature Removal Interval CER

MRI =79453.114 +46.002- ET —17208.8-1In (ET)+15.909-(EF%FC)

_4061.64-In (EFH )+4.4936-w —0.0003353-W 2

EEC

Where:
MRI = Mature Removal Interval [EFC]
ET = Engine Thrust [KN]

W = Engine Weight [Kg]
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Non — Mature Shop Visit Cost CER

NMSV =-11191.37-17.46-TR +0.04366-ET*-3.57x10%-ET*-0.2335-W

+1862.97,|n(W)+59.5,(EFI-VEFC)_1140_734./(EF%FC)—569.1316.In(EFI—VEFC)

—0.01108-NMR

Where:

NMSV = Non — Mature Shop Visit Cost [$ / EFH]
ET = Engine Thrust [KN]

W = Engine Weight [Kg]

NMR = Non — Mature Removal [EFH]

Mature Shop Visit Cost CER

MSV =11289.91+21.84982- ET —0.01264. ET2 ~10237-log (ET)
~1.5x107° W ? +3443.99-log (W ) + 0.6830- (EFH/ _ ) -822.039-log (MR)

Where:

MSV = Mature Shop Visit Cost [$ / EFH]
ET = Engine Thrust [KN]

MR = Mature Removal [EFH]

Life Limited Parts Reserves Cost CER

LLPR =27930.779+17.5747 - ET —13238.889-log ( ET ) +1.8065-W

~0.000186-W ? +62.4223-(EFH /L _ )-1324.406-log (NMR)

Where:
LLPR= Life Limited Parts Reserves Cost [$ / EFC]
ET = Engine Thrust [KN]

NMR = Non — Mature Removal [EFH]
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It is obvious that all the CERSs are influenced by the trust level and the weight of
the engine as well as the ratio between flight hours and flight cycles. This result
is reasonable since the thrust level of an engine reflects the operating conditions
and therefore has an effect on the maintenance schedule. Moreover the weight
of the engine is an indication of its size and lastly the EFH / EFC accounts for
how severe the operation of the engine is. Consequently, all the existing terms in

the CERSs constitute cost-drive variables.

After the formation of all the necessary cost estimate relationships the following
step is the evaluation of them. The next chapter describes the validation process
for the CERs.

6.5 Cost Estimate Relationship Validation

The validation of the cost estimate relationships was conducted using two
statistical tests. The first on involves the adjusted R? and the second the F-stat

value.

6.5.1 Adjusted R?

The adjusted coefficient of determination known and as R?, is a modified version
of the coefficient of determination. The adjustment accounts the usage of multiple
observations in the regression model. The regular R? is a measurement of the
errors for each observation compared with the mean value. The mathematical

expression of R? can be seen in the equation below [28]:

R2 = (v —y)? (6-6) Coefficient of Determination

i — y)?
Where:

y, = Observed value

= Mean value

=<l

y, = Fitted value
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Using the value of R? the adjusted R? can be also defined using the equation 6-6
below:

n—1 (6-7) Adjusted Coefficient of Determination

2 — 2

Where:

n = Number of observations (essentially number of engines used in the engine

database)

p = Number of independent variables

6.5.2 F-value Test

In order to check that the data used in the regression process were correctly fitted
to the final mathematical expression, a statistical test called F-value test was
conducted for each of the cost estimate relationships. This test, actually checks
the hypothesis that the independent variables coefficient are equal to zero. This
is kwon as the nun hypothesis. The F-value test can be easily conducted since

the value of F is given in the results spreadsheet of the regression.

The F-value test is similar to the t-value test mentioned above, with the difference

that it applies to all the variables simultaneously.

To perform the test the user has to compare the F-value in the results with a
critical value derived from the F distribution chart presented in the Appendix C. In
order for the test to be successful the actual value of F should be greater than
the critical. It is noteworthy that to retrieve the critical value for the F distribution
chart two more values are required. These numerator degree of freedom and the

denominator degree of freedom [29].

Numerator degree of freedom =P — 1 (6-8) NDF

Denominator degree of freedom = odservations — P (6-9) DDF
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Where:
P = Independent variable + 1

The table below illustrates the results of the aforementioned tests to the five cost

estimate relationships develop for this project.

Cost Estimation Relationships Validation Results
CER Adjusted R? DOF F-value Critical F-value
NMRI 0.9344 11 41.354 3.09
MRI 0.9573 12 68.125 3
NMSV 0.7940 9 8.71 3.02
MSV 0.8384 11 14.349 3.09
LLPR 0.8144 12 14.166 3

Table 6:4 CER Validation Results

The F-value test for all the created cost estimate relationships was successful,
indicating that all the independent variables used to describe the CERs are
significant. Moreover the adjusted R? values for the Non — Mature Removal
Interval and the Mature Removal Interval CERs are above 0.9 which makes the
error in those relationship significantly small. The remaining values of the
adjusted R? vary from 0.7940 to 0.8384. The results are acceptable according to
the author, because for this thesis project the prediction of the engine shop visits
are considered to be more important than the shop visit cost prediction. The
number of cycles the engine experiences until an overhaul are going to be used

in the fracture mechanics analysis in the chapter 8.

6.6 Reference Flight

In the Chapter 5.6 a reference flight was simulated. A flight for London Heathrow
to New York JFK was used as a reference Boeing 777-200ER flight. The results
from that simulation are going to be used to create a reference maintenance
program for the GE90-94B that the Boeing 777-200ER uses.
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The aforementioned Cost Estimate Relationships require the maximum thrust
level of the engine, the weight of each engine and the ratio of flight hour per flight
cycles can the aircraft experiences. The weight of the GE90-94B is 7550 Kg [16].

For the engine thrust level and the EFH / EFC the results for the Hermes
simulation are going to be used. More specifically, with a take-off derate level of
15% the maximum thrust was 357.71 KN per engine and the flight had a duration
of 7.05 hours. Taking into account the assumption that each flight represents one
full engine cycle, the resulting EFH / EFC is equal to 7.05. By using those results
in the developed CERs an estimation of the basic maintenance program can be
derived. In addition to that, a comparison between the reference maintenance

program for the GE90-94B and the literature data is presented in the table below.

Reference Maintenance against Literature Maintenance
Variable Literature Reference
EFH./ EFGC 8 7.05
Thrust Level [kN] 416.798 357.71
NMRI [EFH] 20450 19499.72
MRI [EFH] 17500 16905.68
NMSV [$ / EFH] 32545 315.72
MSV [$ / EFH] 400 396.64
LLPR [$ / EFC] 445 336.32

Table 6:5 Reference Flight against Literature

In order to understand the results two things must be taken into consideration.
First the engine thrust level is reduced, making the operation of the engine less
severe. This has an impact in the cost of each shop visit. The deterioration
occurring in the core components of the engine is less severe due to the lower
temperature which exist inside the engine. Fewer parts may require replacement
at each shop visit lowering the total shop visit cost. In addition to that the engine’s
EFH / EFC ratio is lower. This influences the interval for the shop visits. With a
lower EFH / EFC ratio the engine experiences a greater amount of cycles per day

and therefore the hours required pes shop visit interval are fewer.
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To conclude the reference maintenance program suggests that the engine will be
removed for an overhaul more often that the literature data, but less money will

be needed to replace all the worn parts, reducing the total cost per shop visit.

6.7 Chapter Conclusion

This chapter give an overview in the development of the cost estimate
relationships. The steps required in order to perform a successful regression
process were fully explained. Moreover, an example of the procedure followed to
create the CERs was described. This chapter also included a description of the
five cost estimate relationships developed as part of this thesis project. Finally,
the evaluation method and the results from the validation process were

presented.
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7 High Pressure Compressor Blade Design

One of the objective of this project is to identify the influence of a typical
maintenance program on the non — life limited parts and more specifically the
blades of the high pressure compressor. In order to perform an analysis of the
lifing of these components, their basic design characteristics have first to be
determined. Therefore a preliminary compressor design is necessary to estimate
the basic shape of the compressor blades.

7.1 Preliminary Compressor Design

A preliminary compressor design enables the designer to initiate the design
process for an actual compressor. The annulus area in the inlet and the outlet is
determined. In addition, the main task is to calculate the fluid properties at various
meridional planes. The properties which are most critical, are the fluid relative
and absolute speed magnitudes and angles. The following diagram illustrates the

velocity triangles in a typical compressor stage.

[NG' !
Slam\ : ?
[LEYN

Ao

Figure 7-1 Typical Velocity Triangles [30]

In the illustration above the absolute velocities use the symbolisms C, while the

relative velocities are denoted V.
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In that respect the absolute velocity at the stage inlet is the C1 and the angle at
which the fluid enters the stage is ai. The rotational speed of the blades is
symbolized with U. If the rotational speed and the inlet speed are combined the
result is the relative inlet velocity V1 and the relative inlet angle Bi. At the outlet
of the blade row the flow has an absolute velocity equal to Cz at an angle a2 while
the relative outlet velocity is equal to V2 with an angle equal to B2. Lastly this stage
is designed by a repeating stage concept were the outlet velocity from the stator
matches the next stage inlet velocity. This concept is really helpful when

designing a multi — stage compressor [30].

7.1.1 Preliminary Design Assumptions

In order to perform the preliminary design of the high pressure compressor for
the General Electric 90-94B engine, some major assumptions were made. Since
data related to the construction of the compressor were not available, the author

had to assume a number of the inputs to the design process.

Axial Velocity

The first assumption involves the inlet axial velocity to the HPC. A high axial
velocity is required in order to sustain a high mass flow rate thought the
compressor. At the same time the axial Mach number in the inlet of the HPC must
be restricted under the subsonic. Typical values for axial velocities at the inlet of
the HPC for modern aircraft engines are between 130 m/s and 250 m/s. The
chosen value for the preliminary design was 205 m/s which results in a Mach
number equal to 0.612015 in the inlet of the compressor. In addition, the axial
velocity is consider to be the same at the inlet to each stage.

Design Point

The second assumption made by the author concerned the design point for the
compressor. The compressor of a large turbofan engine like the GE90-94B will
work most of the time at cruise conditions. Consequently, for the design point the
cruise point was selected. In addition, for the input gas properties to the HPC, the

results for the cruise simulation of Turbomatch were used.

50



IGVs Angle

Since the compressor was design at cruise conditions, the rotational speed of the
spool was lower than the take-off rotational speed. In order to avoid surge in the
front stages for the compressor, the GE9O0 incorporates variable inlet guide valves
(IGVs), as well as variable stator vanes in the first four stages. The angle of the
IGVs was unknown to the author. Therefore a typical value of 16° degrees was

selected for the IGV angle in the cruise conditions.

Blade Shape

A typical assumption for a preliminary compressor design is to use the free vortex
theory in order to obtain the velocity triangles at the tip and the hub of the blade.
Unfortunately, this theory does not satisfy radial equilibrium for the specific
compressor design. In addition the objective of the thesis is to study the influence
of the maintenance program to the blades of the HPC. Therefore a detailed
design for the compressor is not necessary considering that the author decided
to calculate the blade shape only in the mean meridional plane and extent the
blade from the hub to the tip of the annulus. This will result in the introduction of
some error to the calculation of the blade stresses. More specifically the stresses
resulting from the bending moments in the axial and tangential directions will be
affected, but since the biggest stress is the centrifugal stress the error is consider

acceptable by the author.

Annulus Shape

Another assumption concerned the annulus shape of the high pressure
compressor of the GE90-94B. Typical compressor have a rising, constant or
faling mean line. The compressor of the General Electric GE90-94B can be
represented by a rising mean line for the first four stages and a constant mean
line for the remaining stages. This unique construction of the compressor forced
the author to use a ‘©’ parameter to describe the mean line rising angle. The

values of the ‘O’ parameter used in the design can be seen in the table below.
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‘@’ Parameter
Stage | 1 2 | 3 4 5
© | 5 [33] 2 [ 15| 1

0o | o | 0

Table 7:1 '©' Parameter

Blockage Factor

In the above it is stated that the axial velocity is consider to be constant between
the stages of the compressor. In reality as the air progresses into the compressor
it is subjected to an adverse pressure gradient. This results in the growth of the
boundary layers. To account for this phenomenon, a blocking factor was
introduced into the design. The factor is applied to the annulus area calculations
increasing the required area to account for the reduced work that each stage can
achieve [31].

AunyWUniform Cp) (7-1) Blockage Factor

Ky =
B A,y (Non — Uniform C,)

The values used in the design of the HPC for each stage are illustrated in the

table below.

| Blockage Factor
| Stage | 1 2 3 4 5 6 7 8 9
] Ke 099 | 095 | 092 0.9 088 088 088 | 088 | 0.8

|
|
8 |

Table 7:2 Blocking Factor [31]

Hub / Tip Diameter

Another assumption the author had to make was the ratio of the hub to tip
diameter in the inlet of the compressor. The value selected for the ratio, known
also as p, was 0.508. In addition, hub / tip diameter ratios over 0.93 are not
acceptable due to the increased tip leakage losses in comparison to the overall
height of the blade [31].
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Gas Properties

Lastly the gas constant (R) and the heat capacity ratio (y), which is the ratio of
the heat capacity at constant pressure to heat capacity at constant volume, are

consider constant thoughtout the compressor design.

7.1.2 Annulus Design

First Stage Inlet Annulus Area

The table 7-1 below describes the inlet conditions to the HPC. The values of
pressure, temperature and mass flow are the results from the Turbomatch

simulation of the cruise conditions.

HPC Design Point Conditions
Variable Inlet Outlet
Pressure [KPa] 67.5615 1511.83
Temperature [K] 300.97 772.63
Mass Flow [Kg/s] 64.595
Axial Velocity [m/s] 205
Rotational Speed [rpm] 9800
Inlet Hub / Tip Ratio 0.508

Table 7:3 HPC Design Point Conditions

In order to calculate the necessary annulus area at the inlet of the first stage, the
flow function [Q] is used. Using the isentropic flow charts from [31] the ratio
between the absolute velocity and the total temperature at the inlet, can be
related to the flow function. For the following calculations the symbols defined in
figure 7-1 are used.

Cal/ (7-2) Vaxiaupon root T
cos(a,)

NN
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Using the isentropic flow charts the value of the flow function Q can be derived.
This function can be used to calculate the required inlet annulus area, using the

eqguation below.

Wy x /Ty 4 W, x T, (7-3) Q Function
= -__—
¢ Kgx Ay xP, 17 Q,xKgx P,

Since the ratio between the hub and tip diameters for the inlet is know the Dt and

Dn can be calculated thus:

. 4% A, (7-4) Tip Diameter
G mx (- p)?

Dp1 = D¢q X py (7-5) Hub Diameter

Since the ratio of hub to tip diameter is unknown for the outlet of the compressor
the outlet annulus area cannot be defined yet. A stage to stage design process
on the other hand is feasible, since the assumption of the ‘0’ parameter can link

the diameters for the hub between each stage.

First Stage Outlet Annulus Area

The outlet total temperatures for the compressor are 772.63K and 300.97K
respectively, resulting in a temperature rise of 471.66K. Usually this temperature
rise is distributed equally between the stages of the compressor. This could affect
the De Haller number of the first stages. To avoid this situation the author
distributed the temperature rise unevenly between the compressor stages. The
derivation of the De Haller number and its impact on the compressor design will
be analyzed in the next paragraph of the thesis. The table below illustrates the

temperature rise per stage used in the preliminary design.

Temperature Rise
Stage | 1 2 3 4 5 6 7 8 | 9
Label | 49 52 52 | 53.11 | 53.11 | 53.41 | 53.11 | 53.11 | §3.11

Table 7:4 Temperature Rise per Stage
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By consulting the table above the total temperature at the outlet of the first stage
can be calculated.

T, =T, + 4T, (7-6) 1° Stage Outlet Temperature

In order to calculate the first stage outlet pressure a stage polytropic efficiency
has to be assumed. After applying the polytropic efficiency at all of the
compressor stages, the compressor outlet total pressure must agree with the
result from Turbomatch. In order to achieve this an iterative process was followed
in Excel. The final stage polytropic efficiency selected was given by: npo =

0.92741. At this point, the stage pressure ratio can be defined by equation 7-7.

ATstage

("y-1) (7-7) Stage Pressure Ratio
PRstage = [Npor X ]

By following exactly the same process as before the first stage outlet annulus
area can be derived. It is noteworthy that the repeating stage concept is used to

define the outlet absolute velocity.

An Excel spreadsheet was created in order to perform the calculations described
above for all of the nine compressor stages. Each time the absolute velocity and
the total temperature of the stage were used to derive from the isentropic flow
chart the flow function. Using the value of Q, the blockage factor and the pressure
ratio for each stage, the annulus area can be estimated. The table below
illustrates the dimensions of the tip and hub for each stage in addition to the

resulting annulus area.

ngh Pressure Compressor Annulus DeS|gn

Stage | 1 | 2 3|4’_s’s\7ag'1o
Ann [7] | 04759 | 0.3411 | 0.2508 | 0.1892 | 0.1528 | 0.1204 | 0.0971 | 0.0797 | 0.0665 | 0.0562

Dt [m] 09081 08615 08332 08123 ‘ 08050 0.7942 ‘ 0. 7830 0.7688 ‘ 0.7577 | 0.7491

Dnlm] | 0.4676 | 0.5548 | 0.6124 | 0.6473 | 0.6734 | 0.6900 | 0.6996 | 0.6996 | 0.6996 | 0.6996

Table 7:5 HPC Annulus Design
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The author consider it useful to have a visual comparison between the designed
high pressure compressor with the actual compressor used in the GE90-94B. To
achieve this comparison figure 4-1 was used to derive a sketch of the actual
shape of the HPC. The figure depicts the actual compressor shape against the

one that resulted from the preliminary compressor design process.

HPC SHAPE COMPARISON
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Figure 7-2 HPC Shape Comparison

7.1.3 Velocity Triangles

The aim of the preliminary first stage design is to estimate the shape of the
compressor blades. In order to achieve this, the velocity triangles in the mean
span have to be calculated. The following methodology will describe the
calculations needed for the first stage velocity triangles. The study is focused on
the first stage of the high pressure compressor. The main reason for this is that

this stage experiences the higher stress level due to centrifugal forces.

The rotational speed of the compressor spool can be easily translated to a mean

blade speed at the inlet of the stage using the following equation.

2XmTXN (7-8) Stage Inlet Blade Speed
Uim =g
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Where:
N = rotational speed of the compressor [rpm]

The outlet angle for the IGVs and the axial flow velocity at the inlet of the stage
are known. Therefore the velocity triangle in the inlet of the first stage can be

derived.

To connect the triangle for the inlet to the outlet firstly a total energy estimate, per
unit mass flow, at equilibrium has to be performed. In addition, the work produced
per unit mass flow has to be linked with the swirl velocities in the inlet and outlet
of the stage using the conservation of momentum thought the rotor. The resulting
equation is known as the Euler’s Turbine Equation [31] and it is one of the most
useful relationships in turbomachinery. The following formula is the Euler’s

Turbine Equation:

AH = Uy X Cyyp — Uy X Cyq (7-9) Euler’s Equation

The difference in enthalpy for the rotor inlet to the outlet can be expressed using

the following equation.

AH = Cp X ATs¢qge (7-10) Enthalpy Difference

Therefore using the temperature rise per stage as described in the table 7-4, the
swirl velocity at the outlet of each stage can be calculated. According to the [31]
the outlet absolute velocity must correspond both with the stage work (swirl
velocity Cwz2) and with the mass continuity within the stage. Since the swirl velocity
at the outlet is predetermined by the Euler’s equation, the outlet axial velocity is
initial guess and by using the mass flow conservation the outlet absolute flow

angle (a2) is calculated. This is an iterative process and it was performed in Excel.

After the iterations the axial velocity at the outlet in addition to the absolute
velocity and flow angle can be determine, completing the velocity triangle at the
outlet of the blade row. The same methodology was used for all the stages of the

compressor.
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Feasibility of the Design

The author used the guideline presentment in [31] to check if the resulting velocity
triangles are feasible. More specifically the compressor loading chart was used.
To identify the position of each stage at the loading chart three values must we

calculated first.

1. Degree of Reaction

The last variable checked was the degree of reaction. This is a ratio
between the increase in total pressure in the rotor and the increase in total
pressure over the whole stage. A degree of reaction equal to 50%
represents a symmetrical velocity triangle where the rotor and stator
contributes the same to the total pressure increase in the stage. It is also
noteworthy that lower degrees of reaction are related to higher swirl
velocities in the rotor and therefore higher aerodynamic losses [30].

2. Stage Flow Coefficient

The stage flow coefficient (®) is used to quantify the mass flow that passes

though the stage [31]. It can be derived using the relationship 7-11

Axial Velocity Cq (7-11) Flow Coefficient
= =

~ Rotor Speed U

3. Stage Loading Coefficient

The stage loading (W) is an indication of the work required to achieve the

desired stage pressure ratio [31]. The following equation represents V.

Stage Work w Cp X ATstage (7-12) Stage Loading
= =
Rotor Speed? U?
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4. De Haller Number

A measure of the diffusion that takes place in the stage is the De Haller
Number. It can be derived using the static pressure rise coefficient
presented in the equation below.

dp Ap
D1 2 =
D [2Xp XV
(7-13) Pressure Rise Coefficient

A_pzl_(ﬁ)z
1/2><,0><V2 Vi

Since the pressure gradient though the compressor stage is positive, a
high diffusion could easily lead to excessive losses. To avoid this, a limit
of 0.69 was selected by the author.

The De Haller number was calculated using the expression below.

Bz (7-14) De Haller Number

dH =
4

The diagram illustrated in the figure 7-3 below, represents typical values of the
aforementioned parameters for a core compressor. In addition, the design point

for the first stage of the compressor is also visible in the diagram.

ViV, = 0.55 0.632 0.707 0.775

AHU? Ap/D = 0.7 0.5
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Figure 7-3 Compressor Loading Chart
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The final design satisfies the limitations on the De Haller number, Stage Loading
and Stage Flow Coefficient. Consequently, the final design parameters for the

first stage of the compressor are presented in the table below.

Parameter Value Parameter Value
Inlet absolute angle 16° Inlet absolute velocity | 213.26 m/s
Inlet relative angle 55.13° Inlet relative velocity 358.58 m/s
Qutlet absolute angle 45.82° Outlet absolute velocity | 275.26 m/s
Outlet relative angle 39.96° Outlet relative velocity | 250.25 m/s

Table 7:6 Final First Stage Flow Angles and Velocities

The velocity triangle at the mean meridional plane can be seen in the figure 7-4

below.

Mean Velocity Triangle

250

-»Ul =»C1 —»V1

U2 =»Vv2 -»(C2

0 50 100 150 200 250 300 350
Figure 7-4 Mean Velocity Triangle

The velocities and angles calculated above represent the movement of the flow

that will result in the desired pressure rise per stage for the compressor.
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The next step is to translate these flow angles into blade angles from which the
actual shape of the blade can be estimated. The compressor blades have to turn
the flow and perform a diffusion at the same time. Due to the losses taking place
over the surfaces of the blade, air does not enters and exit the compressor blades
at the blade metal angles. This phenomenon has to be taken into account when
choosing the blade metal angles. In addition, the blade angles have to be
selected in such a way that will allow the operation of the compressor over a wide
range of operating conditions. With those considerations in mind the next

paragraph includes the calculation of the blade metal angles.

7.2 Blading Design

The following diagram for Saravanamutto’s Gas Turbine Theory [30] will be used

to define the necessary angles.

a) & @ =biade inlet angle
W e o = blade outlet angle
/ y/ # = blade camber angle
£ ;/":‘/ = &y~ a3
N { = setting or stagger angle
A s = piich (or space)
¢ = deflection
=0y- Uz
oy = air inlet angle
ay = air outlet angle
Vy = air inlet velocity
V5 = air outlet velocity
i = Incidence angle

Point of
maximum camber

/1| = -y
VAl é = deviation angle

D | X

/A' ={lr-Q)
for - chor
V.”‘ay-l' ¢ = chord

Figure 7-5 Angles Notation [30]

The desired angles for the following analysis are the incidence angle (i) and the
deviation angle (8). Both angles quantify the difference between the relative angle
and the blade angle at the inlet and outlet of the rotor blade. The selection of

incidence angle is crucial since the value of this angle is related to the losses over

the blade. Incidence angle with a value higher than +10° must be avoided [30].
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In order to calculate these angles an iterative process has to be performed. The
process begins by defining blade pitch to chord ratio using the airfoil lift

coefficient. The airfolil lift coefficient is expressed by equation 7-15.

L. = Lift (7-15) Airfoil Lift Coefficient
V2705 % p X C X (V)2

Experiments have shown that the value of the airfoil lift coefficient should not
exceed 1. Using the maximum allowed value for the airfoil lift coefficient and by
expressing it with another mathematical formula, the desired pitch to chord ratio

can be derived.

(cos(ay))?  (7-16) Zweiffel ALC

Cly, =2 X (g) X (tan(a,) — tan(a)) X cos(aty,)

Where:

tan(a,;) — tan(a,) (7-17) Zweiffel mean Angle
Ay =
2

This method is called Zweiffel's method. An additional method to determine the
pitch to chord ratio is known as Howell's method and it was used to verify the

results.

Having calculate the S /C ratio, two initial guesses have to be made. The first is
for the blade camber angle and the second for the difference between the blade
angles at the inlet and outlet known as stagger angle (§). For the initial guesses

the following expressions can be used.

0=12x%(a; —ay) (7-18) Blade Camber Angle Initial
E=05%(a; + ay) (7-19) Blade Stagger Angle Initial

The incidence and deviation angles can be calculated using the formulae below.

i=K—-019x0 x5/, (7-20) Blade Incidence Angle

With:

K = 6.5 for rotors and 3.5 for stators [32]
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(7-21) Blade Deviation Angle
§=mx0x [5/

The value of factor m depends on the stagger angle ¢ and experiments have

shown that the relationship between them can be expressed with equation 7-22.

m = 0.20996 — 0.00108 x & + 0.0003 x &2 (7-22) m Factor

After the initial iteration the equations used to describe the chamber and the
stagger angle are presented below.

0 =a; —a, (7-23) Blade Camber Angle Final
E=al — 9/2 (7-24) Blade Stagger Angle Final

Four iterations were needed to achieve constant value for the incidence and
deviation angle. In addition, the number of blades was also calculated. Using the
pitch to chord ratio and an assumed height to chord ratio. Typical values for the
height to chord ratio for compressor blades are in the range between 3 and 3.5
[30]. Moreover the blade height can be easily derived by the annulus design
process. Finally, by combining all the aforementioned equations the number of
blades as well as the metal blade angles for the first row of blades and IGVs are

presented in the table 7-7.

Variable Rotor Blade IGV Blade
Blade Inlet angle 52.06 0
Blade Outlet angle 34.01 13.11
Blade Stagger angle -43.03 6.562
Incidence angle 3.07 0
Deviation angle 594 2.894
Number of Blade 37 43

Table 7:7 Final Blading Design
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7.3 Blade Geometry

Having calculated the metal angles for the blade, the geometry had to be
imported into a drawing program. The software used was the BladeGen, which is
a program developed by ANSYS to easily extract blade geometry. The shape of
the first stage of rotor blades was imported and a 3D IGES file was created. This
file was then used in AutoCAD Invertor to create a 3D basic model of the blade.
The geometry of this blade was simplified as mentioned above. The airfoil in the
mean span extended for tip to hub was used to create the final blade geometry.
This approach will result in a small error, but this thesis is not focused on a
detailed design of the high pressure compressor. The objective is to obtain the
stresses imposed on the blades in order to predict the life of the blade and a
geometry such as that used by the author is sufficient. The resulting blade
geometry in Inventor can be seen in the figure 7-6.

Figure 7-6 Blade Geometry
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Apart from a visualization of the final blade geometry, Inventor can provide
additional information. Specifically the mass of the blade and the cross sectional
area can be calculated using Inventor. Both these measurements are essential

to the process of deriving the blade stresses.

Moreover due to the simplification in the shape of the blade, there is no need to
divide the blade into sections to perform the blade stresses calculations.
Therefore in the next paragraph the blade stresses will be calculated using the
blade as one element.

7.4 Blade Stresses Calculation

7.4.1 Sources of Blade Load

There are five main causes of blade loading. The most obvious and significant
load results from the rotational speed of the shaft. As the blades rotate a force is
exerted upon them called centrifugal force. Apart from that, there are two types
of bending moments. The first one is caused by changes in the momentum and
pressure, while the second is an indirect result of the centrifugal force. More
specifically the first type of bending moment is the result of the forces produced
by the fluid as the momentum and pressure change across the blade. Lastly there
are shear loads created by the untwisting of the blade due to the pressure change
across the blade span and complex loads due to the temperature gradients in the
blade. The stress analysis in this chapter will concentrate in the centrifugal loads
and the bending moments due to the momentum and pressure changes [33].
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7.4.2 Centrifugal Stress

In order to calculate the stress resulting from the centrifugal loads the following

expression was used.

CF =W X 14 X 0* (7-25) Centrifugal Load

Where:
W = The mass of the blade [Kg]

reg = The distance for the center of gravity of the blade to the center of the rotating
shaft

w = Rotation speed [rad / s]

7.4.3 Gas Bending Moment

The gas bending moment consists of two components. The bending moment due
to the pressure change, acting in the axial direction and the bending moment due
to momentum change acting in both axial and tangential diractions. The
expression used to derive the first component can be seen below.

B.M.(pressure) = Ann X Ap/N X Tmom (7-26) Pressure BM

Where:

Ann = Annulus inlet area [m?]

Ap = Change in static pressure across the blade [Pa]

N = Number of blades

rmom = The radius from the center of gravity to the base of the blade [m]

The second component of the gas bending moments can be quantified using the

expression below.

m (7-27) Velocity BM
B.M. (momentum) = N X AV X Tyom
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Where:
m = Mass Flow [kg / s]
AV = Change in velocity [m / s]

The equation above is used to calculate both the bending moment in the axial
and tangential direction. The difference is the appropriate AV used in the

calculations.

The calculated bending moments can then be converted into stress on the blade

using engineers bending theory [33].

(7-28) Engineer Bending Theory

Where:

M = Bending Moment

| = Second moment of area
o = Direct stress

y = Distance from neutral axis

7.4.4 Operating Conditions

For the calculations above the operating conditions of the HPC are essential. In
order to calculate the stresses and predict the life expectancy of the blade the
reference flight was used. The simulated flight in the chapter five was from
London Heathrow to New York JFK airport. The results from the Hermes
simulation were used to determine the operating conditions for the high pressure
compressor of the GE90-94B. More specifically the total pressure and
temperature at the inlet and outlet of the HPC, as well as the mass flow though
the core of the engine are easily derivable from the Hermes results.
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The author had to select the operating conditions at which the calculation will be
performed. The worst case scenario for the blade stresses was selected, which
was the take-off operating condition. At this point the rotational speed of the high
pressure spool is at a maximum value. In addition the bending moments are
maximum at take-off due to the high value of mass flow though the compressor.
The following table 7-8 contains all the operating conditions for the HPC.

High Pressure Compressor Operating Conditions
Pin [KPa] 164.14
Pout [KP2] 3465.49

Tin [K] 337.69
Tout [K] 842.93
m [Kg/s] 142.71

Table 7:8 High Pressure Compressor Operating Conditions

In addition to the operating conditions of the HPC, the velocity changes in the first
stage is required to calculate the blade stresses. These were derived using the
same process described in the chapter 7.2.3. It is worth mentioning that at take-
off conditions the IGVs angle used in the velocity triangle calculation was zero so
the flow was consider to enter the compressor axially. The following table

presents the changes in the axial and tangential velocity across the rotor blade.

HPC First Stage Velocity Changes \

Inlet Axial [m/s] 217.15 |
Outlet Axial [m/s] 174.78
Inlet Tangential [m/s] 363.942
Outlet Tangential [m/s] 234.517

Table 7:9 HPC First Stage Velocity Changes

The resulting bending moments are:
My, i = 68.476 Nm

Mrangentiat = 44.686 Nm
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By using the AutoCAD Inventor the center of gravity was determine for the blade

and the required distances were derived.

The following sketch illustrates the final bending moments in the axial and
tangential direction and the distances from the center of gravity to the leading
edge (LE) and the trailing edge (TE).

i Tangential tes
N ‘,- - ,‘\ ‘

(1 I
\I.Z)l.m\

Figure 7-7 Blade Profile

The reference axis for the bending moments changes from the axial and

tangential to X-X and Y-Y, therefore the bending moments have to be converted.
My, = Mgyiq X €0S(§) — Migngentiar X sin(§) = M,,,, = 18.536 Nm
My = Mgyiqr X sin(§) +Mtangentiar X cos(§) = My, = 79.638 Nm

In addition to the bending moments, in order to use engineer’s bending theory
the second moment of area in both X-X and Y-Y axis is essential. To simplify the
calculations the blade is consider to be shaped as a rectangular, with a length

equal to 60mm and a width equal to 3.5mm.

bxd3 (7-29) Second Moment of Area
12
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By applying the equation 7-28 to the two axis the Ixand lyy can be estimateded.
The final stresses for the LE and TE of the blade can be derived using the

expression below.

Myx X Ug ~ Myy XVig

O = = O = 41.024 MPa

Lx Ly

M, X Urg 4 Myy X Vrg

O-TE = - O-TE = 1661 MPa

Lex Ly

The resulting centrifugal stress in the blade is equal to 358.149 MPa. In total all
the aforementioned stresses are tensile and if combined together the results for

the leading and trailing edges are as follows:
o,z = 399.174 MPa org = 374.759 MPa

The most severe stress occurs at the leading edge of the blade. The centrifugal
load accounts for most of the created stress and the remaining is generated from
the gas bending moments. In order to perform the fracture mechanics analysis
and the high cycle fatigue analysis in the next chapter a simplification has to be
made. The gas bending moments are acting on the blade when the flow across
the blade is not block by the IGVs located in front for it. There is a region of low
velocity behind the IGVs known as the wake. The author assumed that the gas
bending moments behind the IGVs are equal to zero. It is an approximation
because even behind the IGVs the blade will experience a bending moment due
to velocity and pressure changes but in order to calculate the magnitude of those
a CFD simulation is required. The final tensile stress on the leading edge of the

blade can be seen in the figure 7-8 below.

siress

. 41,024 MPa

378.6618 MPa

0 -+

Figure 7-8 Leading Edge Stress
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8 Fracture Mechanics

Fracture mechanics is the field of engineering that determines when a crack
within a material becomes critical. More specifically it investigates when the crack
propagation changes from stable to unstable. The strength of a material and the
size of the crack are closely linked. As a crack size increases the strength of the
material decreases. This is caused because the stress concentration in the region
of the crack increases. This phenomenon can lead to a component failure during
normal operation. By analyzing the crack and the stresses experienced by the
component, fracture mechanics can provide expressions that relate the crack

propagation rate with the stresses imposed on the component.

The following figure depicts the three typical modes of cracks propagation. This
projects focuses on the rotating blades of the high pressure compressor and
therefore the first of the crack modes is applicable in this situation.

ode I -

Tearing

Mode | - Tension Mode Il - Shear

Figure 8-1: Typical Crack Modes [9]

In order to explain brittle fracture of glass, AA Griffith developed a radical idea.
His approach involved the use of an energy equilibrium. He suggested that in
order for a crack to propagate, it will have to overcome the cohesive energy
between the atoms of the material.
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A different way to express this is to calculate the increase in surface energy for a
material. Using this approach, Griffith was able to calculate the stress required

for a crack to propagate though a brittle material.

(8-1) Griffith Equation
2XE Xug
o= |[———
mXa

Where:

o = Stress required for crack propagation [Pa]
us = Surface energy

E = Young’s Modulus of Elasticity

a = Half flaw length

8.1 Stress Intensity Factor

The next milestone in the fracture mechanics theory came in late 1940’s when
the stress intensity factor (K) was introduced by Irwin. This factor provides a
method of measuring the stresses surrounding a crack tip. This factor is useful
because it can be derived using the theory of elasticity, by using finite element
analysis modeling or by testing the actual component. Subsequently, equation 8-
2 below can be used to relate the stress intensity factor with the crack size.

K=qg /(n X a) (8-2) Stress Intensity Factor
Where:
o = Nominal stress

Moreover, by using the equation 8-2 the critical stress intensity (Kic) can be found.
This corresponds to the stress intensity at which the crack becomes unstable [9].
In addition, the stain energy release rate (G) and critical strain energy release
(Gic) are also significant variables, quantifying the energy required for a crack to
become critical [9].
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8.2 Fatigue Crack

There are three stages defining crack growth. The first one is the creation of the
crack. Cracks are formed usually between the grains of the material. In the next
phase the crack has grown and becomes a macro-crack. At this phase the crack
size increases and the crack propagates in a plane normal to the maximum
principal stress. Finally, the crack length has become critical and the stress
intensity factor has reached its critical value. When this occurs the component

fails. The three stages of the crack propagation are illustrated in figure 8-2 below.

| |
| I Ke
' |
Crack  Crack I
Formation | Propagation |
Stage | | Stage Il lStage 1l
Crack | |
Growth | |
Rate | :
Log(da/dN) I |
m/cycle | |
I
I
/) |
7 | I
/7 ! I
2z I |
3 |

Stress Intensity Factor Range- Log AK (Pa.m'?)

Figure 8-1 Crack Propagation Stages [9]

The time spent in the second stage of the fatigue crack growth is much greater
that the time spend in the rest of the phases. Therefore relating the crack size
with the cycles spent in this stage was essential. The first equation relating the
rate of crack growth with the stress intensity factor was the Paris equation.

da/dN = C x (AK)™ (8-3) Paris Equation

And
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AK = B X (Opax — Omin) X VT X a (8-4) Stress Intensity Range

Where:

da/dN = Crack growth rate

C = Experimentally determined constant

n = Experimentally determined constant

B = Crack shape factor (compliance factor)

If the relationship 8-3 is integrated and applied to a range of crack sizes from
initial crack size (ai) to critical crack size (ac) the life of the material can be derived.
The following expression illustrates the relationship between the ai, ac and the

cycles to failure (Nr).

2 2n 2-n
Ny Iacz —a, 2 I (8-5) Life Cycles

:(n—Z)xCx(ﬁanx\/E)"

8.3 Walker’s Law

An addition to the Paris law described above is the Walker’s law which takes into
account stress fluctuations where the mean stress is non equal to zero. It uses a
stress ratio (R) which is defined as the ratio of the maximum to minimum stress
imposed to the material. The crack propagation using Walker’s law is expressed

as follows [9].
da/dN = C x [4K % (1 — R)™ 1] (8-6) Walker’s Equation
Where:

m = Walker exponent

In order to use the above equation the ratio between the maximum and minimum
stress must be greater than zero, otherwise the Paris equation is sufficient to

determine the cycles to failure.
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8.4 Advisory Circular 33.14-1

Advisory Circulars (AC) are published by the Federal Aviation Administration
(FAA) of the USA and include guidelines in relation to the airworthiness
regulations. The AC 33.14-1 [34] was published in 2001 and describes a lifing
analysis for titanium alloy parts and more specifically for the compressor disk
assembly. The AC is very useful to the author because apart from the material
properties such as density, ultimate stress and fracture toughness, it also

provides a distribution of Hard — Alpha Inclusions in titanium alloys.

The AC 33.14-1 includes a logarithmic diagram describing the range of material
fault sizes and the probability of their occurrence in a tonne of material. This
distribution is only applicable to titanium components manufactured after 1995. It
is also worth mentioning that some assumptions were made in order to obtain
that distribution.

1. The faults are distributed evenly throughout the material
2. The shape of the faults is spherical

The following figure depicts the distribution of hard — alpha faults in titanium alloys
manufactured after 1995.
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Figure 8-2 Fault Distribution [34]
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8.5 Reference Flight

For the reference flight mentioned in chapters 5, 6 and 7 a basic maintenance
program has been predicted and the blade stresses at take-off have been
calculated. In this chapter a fracture analysis will be conducted. The AC 33.14-1
from the Federal Aviation Administration (FAA) will be used to calculate the
probability of a HPC blade failing the inspection under a specified number of
cycles. More specifically, in this chapter the probability of an initial crack big
enough to cause a detectable crack in a specific number of flight hours will be
derived. This probability will affect only the first stage compressor blades of the
high pressure compressor for the reference engine which is the GE90-94B.The
probability will arise from the usage of figure 8-2 that quantifies the number of

exceedances per defect area.

Usually airlines change the compressor blades and the compressor shaft at the
same time. The rotating shaft of a high pressure compressor is a life limited part
and its life is limited by strict rules. In order to maximize the time that the engine
is in operation, the shaft and blades are replaced at the same shop visit. This
reduces the time that the engine spends in the workshop because a second shop
visit is avoided, but the blades usually have not reached their life expectancy
when removed. For a long haul engine like the GE90-94B a full overhaul of the
HPC is expected at the second shop visit. Therefore, the author decided to
investigate a blade replacement at the third shop visit. The number of cycles that

correspond to the third shop visit according to the created CERs are 7562 EFC.

In addition, the fracture mechanics analysis focuses more on the low cycle
fatigue, because a separate analysis for the high cycle fatigue is performed in the
next chapter. This means that for the stresses used in the fracture mechanics
analysis the maximum stress used is equal to the leading edge maximum stress
calculated in the chapter 7, while for the minimum stress a value equal to zero

was selected.

There are three additional significant factors for the fracture analysis, namely the

compliance factor () and the two experimentally derived constants (C and n).
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The experimental constants can be found on the AC 33.14-1 [34] for the specific

titanium alloy and their values are:
C =9.25 [m/cycle]
n=3.87

On the other hand there is no detail in the AC regarding the compliance factor.
The Paris equation is very sensitive to the value of the compliance factor. The
figure below illustrates the effect of the compliance factor on the number of cycles

calculated with Paris equation 8-5.
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Figure 8-3 Compliance Factor Effect

The effect is more noticeable between the values 0.4 and 0.7. In addition, the
difference between a compliance factor equal to 0.4 and 0.9 can exceed an order
of magnitude in number of cycles to failure. Therefore the selection of the

compliance factor is considered crucial for the fracture mechanics analysis.

The author therefore based his analysis on the work of Leigh Holland. As part of
her thesis ‘Probabilistic Prediction of Failure Events in Gas Turbine Due to
Material Anomalies’ [35] Holland calculated the compliance factor using a

software called AFGROW. The selected value for surface cracks was 0.663.

77



The Paris equation also requires the critical crack size (ac). The critical crack size
represents the length of the crack at which the blade of the HPC will be replaced.
As it is mentioned in the first chapter the non-life limited parts such as compressor
blades are frequently monitor. The techniqgue used is called borescope
inspection. The borescope is inserted in the annulus of the HPC thought an
observation port and the conditions of each blade is monitored. Borescope
inspections are frequent because they do not require disassembly of the engine.
The capability of detecting a crack depends not only on the borescope used but
also on the skill of the technician working on the engine. Modern equipment and
technician training have result in detectable crack sizes in the order of 1mm.
Therefore for the fracture mechanics analysis the author selected a critical defect

size as follows:
— 8 -4
ac=8x10""m

Using the life cycles equation 8-5 a relationship between the initial crack size and
the cycles to failure can be made. The following figure describes that relationship.
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Figure 8-4 EFC vs Initial Crack Size

From the diagram above for a specified number of cycles equal to 7562 EFC the

initial crack size can be derived.

a; = 6.604 X 1074 m
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Using the assumption that the flaws are spherical the area created by an initial
crack with that size can be calculated.

A; = 1.137014 X 107 m?

The resulting area can then be converted to square millionths of an inch (sg mils)

knowing that 100 sq mils equal to 6.4516 x 10~8 m?2.
A; = 1.137014 X 107 m? = A; = 2123.72 sq mils

Finally using the figure 8-2 the exceedances per million of titanium can be
derived.

Exceedances / 1 million Kg of titanium = 0.0693

This anomaly occurrence has to be adapt to the mass of the blade on the first

row of the HPC. In order to achieve that following equation is used.

Vol,one 1 (8-7) Anomaly Probability
Vol

p (Azone) =

Where:
Azone = @anomaly occurrence rate for a specific volume Volzone
A = anomaly occurrence rate for a volume Vol

The volume of all the blades in the first stage of the HPC is easily derivable using
the density for titanium alloy found on the AC 33.14-1 [34]. The 37 blades have a
volume equal toVol,,,, = 1.405667 x 1073 m3. If the same density value is
applied to the 1 million Kg of titanium a volume equal to Vol = 101.9308 m3 is the

result.

Consequently, the probability of an initial crack big enough to cause failure in the
first row of the HPC in 7562 EFC can be calculated.

_ 1.4055677 x 1073

P(Azone) = 079305 X 00693 = P(Azon) = 9.557 x 1077
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This probability is significantly low suggesting that the blades of the HPC could
last 7562 EFC without a replacement required. It has to be emphasized, that this
analysis only took into consideration the effects of low cycle fatigue. Moreover,
the stresses used were derived using the assumption of an untwisted blade and

only one operating condition (take-off).

In addition, the calculated probability affects only one engine of one aircraft. This
probabilistic method can be extended into a fleet of aircraft. In order to do that
the number of aircraft used by the operator and the operating conditions of each

aircraft have to be defined.

8.6 High Cycle Fatigue

In order to analyze the effects of high cycle fatigue to the HPC blades the Double
Goodman technique was selected. The life target for the blades is assumed equal
to the third shop visit interval (7562 EFC). Moreover the stresses on the blade will
change for this analysis. The cruise conditions are consider more important for
the Double Goodman diagram analysis. Therefore by using the created Excel
spreadsheet the author was able to estimate the stresses imposed on the blades.
Most severe was the stress on the leading edge of the blade and the loading
condition which is going to be used for this analysis can be seen in figure 8-5
below.
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Figure 8-5 Combine Cycle
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From the reference flight simulation the rotational speed of the shaft at take-off
can be obtain, as well as the duration of the flight. In addition, the number of the
IGVs have been defined in the chapter 7. Therefore the number of minor cycles
experienced by the blades in 7562 engine flight cycles can be calculated as

follows.
RPM X Flight duration[min] X Number of IGVs X Target EFC =
9800 X 7.05 x 60 X 43 X 7562 = 1.348 x 1012

The first step in the Double Goodman diagram methodology is to define the cyclic
strength of the material for the target life of 7562 cycles. In order to obtain that an
S-N curve is required. To create the S-N curve for the material the ultimate
strength and the endurance limit of the material are necessary. The ultimate
strength of the material for the specific titanium alloy can be found on the AC
33.14-1 [34] our = 910 MPa.

The endurance limit of the material can be licked with the ultimate strength with
the relationship below [36].

0, = 0.6 X oyt (8-8) Endurance Limit

The resulting endurance limit for the material is oe = 546 MPa. Therefore the S-

N diagram (on log-log axes) has the following shape.

Log(stress)

Log(0.9 o) = Log(819)

749.2138

Log(a,)

324.6

: Log (time)
3 Log(7562) 7 Log(10%?)

Figure 8-6 S-N Curve
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Using similar triangles the cyclic strength is derived equal to 749.214 MPa. The
Goodman diagram for the major cycle can therefore be drawn.
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Figure 8-7 Major Cycle Goodman Diagram

The equivalent mean stress for the 7562 cycles can be calculated using again
the similar triangles method. The result for o1 is 383.643 MPa. The second
Goodman diagram for the combined cycle can be drawn and the calculated
equivalent mean stress can be transferred to it. It is worth mentioning that from
the S-N diagram in figure 8-6 the cyclic strength of the material for 1.348 x 102
cycles is equal to 324.6 MPa. The mean stress of the minor cycle is equal to
15.672 /2 =7.836 MPa.
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Figure 8-8 Combined Cycle Goodman Diagram
Finally the resulting safety factor is equal to 2.37 which is consider sufficient for

the HPC blades.
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8.6.1 Stress Concentration Factor

The Stress Concentration Factor (K:) is the ratio of the actual stress to the nominal
stress imposed on a component. The actual value of the stress can vary from the
nominal due to variations in the geometry of the component. More specifically,
between the airfoil and the base of the blade a shoulder fillet is created. This

region is consider as an area of stress concentration.

The actual stresses created by the discontinuity in the shoulder fillet can be

calculated using the theory of elasticity.

In the figure below the stress concentration factor is given for different

geometrical variations according to the Peterson’s Stress Concentration Factors

[37].
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Figure 8-9 Stepped Flat Tension Bar K [37]

For the blade designed in chapter 7 the H/d = 1.2, but the shoulder fillet is not
defined and can only be estimated. In order to evaluate the effect of the fillet
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radius on the stress concentration factor a range of r/d between 0.05 and 0.25 is
used. That range corresponds to shoulder fillet radius from 0.25 mm to 1.25mm.

Having calculated the stress concentration factor another Double Goodman
Diagram analysis like the one described above is performed to derive the safety
factor. The K: is multiplied with the cyclic load of the major and minor cycle

resulting in a greater alternating load for both cycles.

The figure 8-10 below depicts the effect of the stress concentration factor to the

safety factor resulting from the Goodman Diagram analysis.

2.25 Safety Factor vs Fillet Radius
2.2 _ g
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. :
2 2.15 P
u 4 o
m ~
(S5
b o
2 2.1
© o
2.05
2
0 0.0002 0.0004 0.0006 0.0008 0.001 0.0012 0.0014
Fillet Radius

Figure 8-10 Safety Factor against K;

It is obvious from the diagram that as the shoulder fillet radius increases the
stress concentration in that region decreases. As a result, the stresses created
are not so intense and the safety factor increases. This affect is reasonable since
a larger radius of the fillet will result in a more graduate transition for the airfoil to

the base of the blade, resulting in a lower stress concentration in that region.

Lastly, even afillet radius equal to 0.25mm corresponds to a safety factor of 2.05,

which the author considers to be acceptable for the blade design.
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9 Conclusion and Recommendations

9.1 Conclusion

The objective of this project was to investigate the effect of the maintenance
program on the lifing of the non — life limited parts. The project began with the
simulation of the General Electric GE90-94B gas turbine and the Boeing 777-
200ER aircraft. Both engine and aircraft simulations were verified using several
operating conditions. The engine model was tested against the take — off, cruise
and EASA certification condition and the maximum observed error was 9.482 %
in the EGT, which can be explained by the way Turbomatch works. The Hermes
model was validated using the payload / range curve with the maximum error
reaching 2.8379 %. Apart from those simulations, a reference flight was also

simulated. The flight was from London Heathrow to New York JFK airport.

The next step involved the creation of the cost estimate relationships. An engine
data based was required in order to perform the regression process and it had to
be normalized to account for inflation. Five CERs were created to estimate the

interval and cost for the non-mature and mature shop visits.

The thesis was then focused on the high pressure compressor first row blades.
A preliminary compressor design for the HPC was conducted and the annulus for
each stage was calculated. The analysis continued with a more detailed design
for the first row blades. The metal angles were defined and the blade shape was
obtained. In addition, the stresses imposed on the blade were also calculated.
The resulting stress on the leading edge was 378.66 + 20.512 MPa. The analysis

was conducted for the reference flight take-off condition.

Using the maximum calculated stress and the result for the flight cycles between
shop visits a fracture mechanics analysis followed. The outcome of the analysis
was a probability for a blade failing inspection under a specified number of engine
cycles. More specifically the third interval (7562 EFC) was used and the resulting
probability was of the appearance of a detectable crack was P = 9.557 x 1077.
This result suggests the blades of the HPC will not experience any significant

cracking during 7562 engine flight cycles due to low cycle fatigue.
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Accordingly to the fracture analysis the blades could be renewed at the fourth or
fifth shop visit instead of the third. This would result in a great cost benefit for the
operator. An unscheduled engine shop visit in order to replace the compressor
blades can cost up to $ 150,000 [38]. The operator usually covers this cost with
the revenue created for the operation of the aircraft. Therefore by allowing the
aircraft to operate for a longer period of time before replacing the HPC blades will

reduce the overall maintenance cost per engine flight cycle.

In an attempt to address the problem of the combined high and low cycle fatigue,
a second analysis using a double Goodman diagram technique was performed.
The outcome of this analysis was a safety factor equal to 2.37, which suggest
that in the target life of 7562 EFC the combine cycle will not affect the first row
blades. Also worth mentioning is that for the double Goodman technique the
stresses on the blades during the cruise phases were used. Finally, a sensitivity

analysis of the stress concentration factor was conducted.

9.2 Recommendation

The author has some recommendations regarding future work on the same
subject. Due to time and technical limitations the compressor design was
simplified significantly. A more detail analysis on the aerodynamic design of the
blade has to be performed. In addition, a CFD analysis could be helpful to

establish if the design blade can perform the desire pressure rise per stage.

Another aspect that can be improved is the calculation of the stresses imposed
on the blades. The blade can be divided into multiple section and the stresses
can be estimated for each section separately. Moreover a finite element analysis

model could be used to establish in more detail the stress on the blades.

The fracture mechanics model can also be improved. A probabilistic fracture
mechanics analysis could be performed, which would result in a Weibull
distribution. This distribution would indicate the probability for a blade failing the
inspection. Finally, the study could be applied to a fleet of aircraft instead of just
only one aircraft, therefore increasing the probability for detectable cracks be

present in the HPC blades.
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APPENDICES

Appendix A Turbomatch

A.1 Design Point Code

TURSOMATCH SCHENE 2.0 - windows 7 version

FARARE AR VERSION 2,0 #essssnsasnvnrs

LIMITS:100 Codewords, 800 brick Data Items, 50 stavion vecrtor
15 8D Items printable by any call of:-

QUTPUT, OUTPEBD, OUTPSY, PLOTIT, PLOTEOD OF PLOTSV

Input "progran” follows

Engine: GE 90-948 (2-3pool with booster)

Jane“s engines

Mid Cruise:

FPR! 1,65

seR: 8.1

Mass Flow: 576 Kg/s
‘.

Take-off:

Max Thrust (Yake-off): 432811 N
Fuel Flow: 2,968 Kg/s
FPR: 1,58

BeR1 8.4

oPR: 39.6

Mass Flow: 1467 Kg/s

1/
0D SI KE VA FP
-1
-1
INTAKE 51,2 01-6 R300
comprE £2.3 07-18 ®305 V7 vB
PREMAS 53,134 019-22 vig
DUCTER $13,14 023.2 R310
NOZCON  514,15.1 0143, 1« Rr351
COMFRE 54,5 033,4,35-34 8320 V32
COMPRE 55.6 033°64 ®33S v53 v54
PREMAS  56,16,7 097-100
BURMER  S7.8 010%-112 Ri50
MIXERS %8,16,9
TURBIN 59,10 D113-127 viid
TURBIN S10,11 0128 142 vils
NOZCON  511,12,1 old 355
PERFOR  51,0,0 0117 1so 355,300, 350 351,0,0,0,0,0
CODEND
BRICK DATA////
10.0 ! INTAKE: Altitude
215 ! peviation from I1SA Temperature
300 ! mach
4 «1.0 ! Pressure recovery, according to USAF
5 0. ! oeviation from 15A gressure [atme)
6 0. ! Relative humidity [g
7 0.85 | FAN - COMPRESSOR: T » (R-n[(hoke))/(l[surwe] r{choke])
81, ' OP Relative rotational
9 1.58 ! 0P Pressure ratio
10 0,915 ' opP Ssentropic efﬂdeﬂ(y
10, ! €rror selection
12 2. 1¢ @550 Map Nusber
13 1. ! Shaft nusbec
14 1. * Scaling Factor of Pressure Ratio - Degradation fact
15 1. ! Scaling Factor of NON-D Mass Flow - Degradation fattor
16 L. ' scaling Factor of Isentropic Ef'klency Degradation fact
17 1.8 ! £ffective component volume [mA3)
18 0. ! stator angle (vsv) relative to oo
19 0.893617 | BYPASS - PREMAS: LAMDA W Cooling bypass (wout /win) &PR. = B.4
20 0. ' DELTA W
21 1., ! LAMEDA P
22 0. ' OCLYA P
23 0. ! BYPASS DUCT - DUCTER: ASr duct :
24 0.01 ! Total pressure loss: DELTA(P)/Pin (Pressure Toss = 1X)
25 0. ! combustion efficiency
26 0. fLimiting value of Fuel Flow («100000 if not needed)
27 41 7 &ffective component volume [mA3])
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i 2 1467,
£ 6 1659

!

!

|

COMPRESSOR-DOOSTER! Z = (R-v[choke]) /(R[sur -R[choke if
oF Relative rotationl{ spsad Pca)éhs ’pm i& l*ﬂll)flsﬂ

0P Pressure ratio

oP isentropic efficiency

grror selection

Compressor Map Number
Shatt numbar ©

Scaling Factor of pPressure Ratio - Degradatfon factor
Scaling Factor of Non-© Mass Flow - Degradation factor
scaling Factor of Isentropfc efficiency - pegradatfon fact
tffective component volume [mA3]

stator angle (vsv) relative to oe

COMFRESSOR: Z = (R-R[choke])/(R[surgel-Richoke]) (if «-1.
PP relative rotational speed PCN
DF Pressure ratio
oF isentropic efficiency
Errot selet:!oﬂmw

essor Map
;\:K nunber
Scaling Factor of Pressure Ratio - Degradation factor
scaling Factor of Non-D Mass Flow - Degradatfon factor
Scaling Factor of Isemtropic Efficiency - Degradation fact
effective component volume [mA3]
Stator angle (vsv) relative to DP

MPT COOLING - PREMAS: LAMDA W
! DELTA W
! LAMBOA P
! DELTA P

CcomBusTOR: Pressura loss (=Total pressure loss/inlet total p
Conbustion efficiency

Fual flow (If 1. i3 given the TET must be determined in t
(>0) water flow [kg s-1 or b 5-1] or (<0) water to afr ra
Temperature of water stream (K
Phase of water (O-Hgtd. Levapour)
s:alin? factor of €TAb (combustion
effective component volume [m+3)

MP TURBINE: Auxfliary or power output [288.1 Kw]

DP Relative non-dimensional massfiow w/wmax (if = <1, valu
Do relarive non-rimensional speed o (1f « -1, value 0,6 1
DPF isentropic effici

o relative non-dimensional speed PCN (= -1 for Compressor
Shaft Nusber (for power turbine, the value "0." i3 used)
Turbing oa? nunber

Power Taw fndex "n" (POWER = PCNAM) If = -1, power is assu
scaling factor of TF (nan-0 1nlet mass flow) - adation
sScaling factor of oW (enthalpy chln?e) - oegradu on facto
Zcaling factor of &Yac 15 (Turbine isentropic effictancy)
DF ROLOr rotational speed [RPs]
Rotor momant of inertia [kg.nz]
Effective c«?onem voluse [mr3
NGV angle, relative to O.9.

LP TURSINE: Auxiliary or power outgut %]
! 0P relative non-dimensional mwasstlow wowmax (1f » -1, valu
! DF Relative non-rimensional speed CN (if = -1, value 0.4 i
! o isentropic efficiency

s of Relative non-dimensional speed PCN (= -1 for compressor
¢

!

'

i

'

!

'

'

!

efficiency) - Degradati

er (for power turbine, the value “0." 15 used)
Turbine map nunber
Power law index "n” (POWER = PCNAn) If = -1, power 15 assu
scaling factor of TF (non-D_Inlet mass flow) - oe?radauon
Scaling factor of o4 (enthalpy chan?o) - oo?radat on facto
scaling factor of Evac 1s (Turdine Tsentropic efficiency)
DP Rotor rotational speed [(RPS]
rROTOr moment of inertia [kq.wzl
Effective © nent volume [mA3
NGY angle, relative to o.p,

BYPASS MOZZLE! Swich set (= "1" 1f exit area “floats”
' - T-1" §f exit area §s fixed)
! scaling factor

CONVERGENT NOZZLE! Swich set (« "1" 1f exfr area "floats”
t = "1™ if exit area iz fixed)
! scaling factor

ENGINE RESULTS - PERFOR: POWEr ONTPUT - Power or Power Turbi
Proge“er efficiency (= -1 for turbojet/turbofan)

scaling index (1" = 5calling needed, “0" = mo scaling)
legulred OF net thrust{Turbojet turbofan) or shaft power (
= 0 1f Scaling index = 0

~ 11 /!
n'?s(x)o' (o/s)

Figure A-1 Design Point Code
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A.2 Design Point Simulation Result

station F.A.R. Mass Flow

1 0.00000
2 0.00000
3  0.00000
= 0.00000
5 0.00000
6  0.00000
7 0.00000
8§ 0.02239
9 0.02064
10 0.02064
11 0.02064
12 0.02064
13  0.00000
14 0.00000
15 0.00000
16  0.00000

Gross Thrust
Momentum Drag
Net Thrust
Fuel Flow
5. . C.

Sp. Thrust
Sim. time

Time Now 16:14:00

A.3 Cruise Simulation Results

1467.
1467.
1467.
156.
156.
156.
143.
147.
159.
159.
159.
159.
1310.
1310.
1310.

12

41673

41673
= ¢
27
284
0.0

000
000
000
064
064
064
891
113
286
286
286
286
936
936
936
.173

5.35
0.00
5.35
2217
3072
.073
000

Figure A-2 Design Point Results

station F.A.R. Mass Flow

1 0. 00000
2 0. 00000
3 0. 00000
4 0. 00000
5 0. 00000
6 0.00000
7 0.00000
8 0.01918
9 0.01651
10 0.01651
11 0.01651
12 0.01651
13 0. 00000
14 0. 00000
15 0.00000
16 0.00000
Gross Thrust =
Momentum Drag =
Net Thrust =
Fuel Flow =
s.f.c. =

Sp. Thrust =
Sim. time =

Time Now 16:16:51

629.
629.
629.
64.
64.
64.
55.
56.
65.
65.
65.
65.
564.
564.
564.
8.

22757
15846
6911
5 3k
15.4
109
0.0

201
201
201
595
595
595
617
683
662
662
662
662
605
605
605
979

9.20
2.02
7.18
0666
3159
. 849
000

Figure A-3 Cruise Point Results
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A.4 EASA Certification Simulation Results

Station F.A.R. Mass Flow

1  0.00000
2 0.00000
3  0.00000
4 0.00000
5 0.00000
6  0.00000
7 0.00000
§ 0.02125
9 0.02125
10 0.02125
11 0.02125
12 0.02125
13  0.00000
14  0.00000
15 0.00000
16 0.00000

Gross Thrust
Momentum Drag
Net Thrust
Fuel Flow

Sy EC

Sp. Thrust
Sim. time

Time Now 10:28:11

1493,
1493.
1493.
160.
160.
160.
160.
163.
163.
163.
163.
163.
1333.
1333.
1333,
0.

43293
43293

494
494
494
474
474
474
474
884
884
884
884
884
019
019
019
000

6.36
0.00
6.36

3.4099

7.8
289
0.0

7620
. 882
000

Figure A-4 EASA Point Results
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Appendix B Hermes

B.1 Geometrical Details

! GEOMETRIC DETAILS
! Wing Geometry
427.8 ! ACWingAInit - wing area

8.67 ACWingAspr - Aspect ratio

0.10628 AcwingCThir - Thickness chord ratio

1
'
31.6 ! Acwingswpa - sweep angle (in degrees)
!
1

0.149 AcwingTpr - Taper ratio

0.16258 AcwingRtThir - Root thickness ratio
0.09318 ! AcwingotThir - outer thickness ratio
! Tailplane Geometry

101.26 ! AcTailAInit - Tailplane area

4.5 AcTailAspr - Aspect ratio

0.09 ACTailcThir - Thickness chord ratio

!
!
35.0 ! AcTailswpa - sweep angle (in degrees)
I
E
]

0.30 AcTailTpr - Taper ratio

0.10 AcTailrRtThir - Root thickness ratio
0.07 ! AcTtailotThir - outer thickness ratio
! Fin Geometry

53.23 ! ACFinA - Fin area

9.24 ! AcCFinspan - Span

0.085 ! AcFinCThir - Thickness chord ratio
46. ! AcFinswpa - sweep angle (in degrees)
0.29 ! ACFinTpr - Taper ratio

0.09 ' ACFinRtThir - Root thickness ratio
0.08 ! AcFinotThir - outer thickness ratio
! Fuselage Geometry

6.20 ! AcFusDia - Diameter

62.78 ! AcFusLen - Length

! Landing Gear Characteristics
2 ! AcLGTypl - Landing gear type **%*0=default, 1=Bogie, 2=Small twin wheel®¥¥*
2 ! AcLgTyp2= 0,1,2
1 ! AcLgTyp3= 0,1,2
-1 ! AcLgTyp4= 0,1,2,-1 *¥* -1=if the aircraft only has 3 LG -1 has to be declared
-1 ! AcLgTyp5= 0,1,2,-1 *** for the last 2 values
2 ! AcLGDepl - Number of segments with LG down for descent
! High 1ift systems
! AcFlapsegTo -Number of Segments with f1a?s dep1o¥ed during TO
3 ! AcFlapsegApp - Number of Segments with flaps deployed for approach
2 ! AcrlapsegLand - Number of segments with flaps deployed during Landing
1. ! ACEXtSrTo - wWing area extension ratio TO
1.15 ! ACEXTSrApp - wWing area extension ratio approach
1 ! AcextsrLand - win? area extension ratio Landing
5 ! 3|
I
I

AcFlapAangleTo - Flap Angle TO IN DEGREES

AcFlapAngleApp - Flap Angle Approach
30.0 AcFlapAangleLand - Flap Angle Land
1 ! AcFlapslots - Number of Flap Slots (1-3)
! Engine Geometry
3.40 ! EngNacDiaInit - Diameter
7.29 ! EngNacLenInit - Length

Figure B-1 Geometrical Data

B.2 Mission Weight Data

'MISSION/WEIGHT SPECIFICATION DATA .
130410 ! AcAfrwtInit - Airframe weight

2 ! ACEngNb - Number of Engines

7550 ! EngwtInit - Engine weight, (kg/engine)

13050 ! AcPldwt - Payload weight, g)

138990 ! AcFuelwtInit - Fuel weight, ~(kg)

60000 ! AcPldwtmax - Maximum payload weight, kg

200000 ! AcFuelwtmax - Maximum fuel weight, kg (greater than 138647.7 Kg)
213180 ! AcLandwtmax - Maximum landing weight, kg

297550 ! AcTowtmax - Maximum take-off weight, kg

0.01 ! DVFuelRatio - Diversion fuel weight to total fuel weight (%)

0.1 ! AcFuelContpc - Relative contingency fuel to remain after landing (%)
17634.7 ! AcRng - Range to be flown (km) ! mission (2)

340 ! AcRngdv - Diversion Range to be flown (km)

1 ! AcMisType - Mission to be flown

1 ! pwmission - specify if diversion mission is to be run

Figure B-2 Mission Weight Data
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B.3 Cruise and Diversion Data

!CRUISE MAIN/DIVERSION AND HOLDING DATA

2 number of cruise altitudes and Mach numbers

1 ! number of cruise Temperature Deviations from ISA day

1 ' number of diversion cruise altitudes

s ! Cruise small segment time Interval in (min).

10688, 13106.4 ! Cruise a1tituges in [m]

0.85, 0.85 ! cruise Mach numbers, the same number with cruise altitudes
0.0 ! Cruise ambient temperature deviation from ISA, in [K]

6096. ! Diversion cruise altitudes (m)

0.65 ! Diversion cruise Mach numbers,

0. ! Diversion cruise ambient temperature deviation from ISA, in [K]
457.0 ! Holding altitude (m)

30. ! Hold Time in (min)

Figure B-3 Cruise and Diversion Data

B.4 Climb and Descent Data

!CLIMB DATA
22 ' Climb segments Number

' Altitudes(m) ] pTisa(k) | eEAas(knots) | Power(0.-1.)
557.20 0. 250. 1.

900.00 0. 250. 1

1500.00 0. 250. 1.
1981.20 0. 250. 1.
2438.40 0. 250. 1.
2743.20 0. 250. 1.
3048.00 0. 250. 1.
3048.10 0. 320. 1.
3657.60 0. 320. 1.
4267.20 0. 320. 1.
4876.80 0. 320. 1.
5486.40 0. 320. 1.
6096.00 0. 320. 1.
7620.00 0. 320. 1.
8077.20 0. 320. 1.
9144.00 0. 320. 1

10058.00 0. 320.
10668.00 0. 320.
11227.00 0. 320.
11887.00 0. 320.
12000.00 0. 320.
12496.8 0. 320. 1.
1 OOOOOOOOOOOKKKOOOOONK
'DESCENT DATA

B b e

10 ! Descent segments Number

! The altitudes are deEendant on the final cruise altitude.

! DT1sa(K) | TAs(knots) | Power(0.-1.)

3. 233.F T, ! Flight Idle Rating
- 2215 X ! Flight Idle Rating
3. 202.9 1 ! Flight Idle Rating
3. 195.0 1 ! Flight Idle Rating
3. 183.1 1 ! Flight Idle Rating
3. 164.7 1 ! Flight Idle Rating
3. 150.9 1 ! Flight Idle Rating
o 34550 F ! Approach Rating

3. 140.0 1 ! Approach Rating

3. 139.0 1 ! Approach Rating

Figure B-4 Climb and Descent Data
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Appendix C Cost Estimate Relationships

C.1 Engine References

Engine Name Manufacturer Puplication Title Data of Publication
RB211-535E4| Rolls-Royce | BigEngine in-service Performance & Maintenance August 2008
Trent 553 Rolls - Royce Rolls-Royce Trent Family Maintenance Cost September 2012
Trent 556 Rolls - Royce Rolls-Royce Trent Family Maintenance Cost September 2012
Trent 768 Rolls - Royce Rolls-Royce Trent Family Maintenance Cost September 2012
Trent 772 Rolls - Royce Rolls-Royce Trent Family Maintenance Cost September 2012
Trent 877 Rolls - Royce Rolls-Royce Trent Family Maintenance Cost September 2012
Trent 892 Rolls - Royce Rolls-Royce Trent Family Maintenance Cost September 2012
Trent 895 Rolls - Royce Rolls-Royce Trent Family Maintenance Cost September 2012
Trent 970 Rolls - Royce Rolls-Royce Trent Family Maintenance Cost September 2012
Trent 977 Rolls - Royce Rolls-Royce Trent Family Maintenance Cost September 2012
CF6-80E1 | General Electric| Big Engine in-service Performance & Maintenance August 2008
GE 90-90B | General Electric GESO0 Family Maintenance Cost October 2012
GE 90-90B | General Electric GES0 Family Maintenance Cost October 2012
GE 90-94B | General Electric GES0 Family Maintenance Cost October 2012
GE90-110B | General Electric GES0 Family Maintenance Cost October 2012
GE 90-115B | General Electric GESO Family Maintenance Cost October 2012
PW 2040 RTC | Pratt & Whitney PW2000 Maintenance Analysis & Budget August 2008
PW 4077 |Pratt & Whitney| Big Engine in-service Performance & Maintenance August 2008
PW 4090 |Pratt & Whitney| Big Engine in-service Performance & Maintenance August 2008

Table C-1 Engine Database References

C.2 Producer Price Index and Employment Cost Index

Data extracted on: June 6, 2015 (6:46:48 AM)

Producer Price Index Industry Data

Series Id:
Industry:
Product:

Base Date: 198512

PCU336412336412
Rircraft engine and engine parts mfg
Aircraft engine and engine parts mig

2204

198512
b
=}

T

2001

Index: Base:

&y
o
P

1804

01/08

T T T T
0112 0113 01/14 01115

Month

T T T
01/09 0110 01111

Figure C-1Producer Price Index
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Data extracted on: June 6§, 2015 (6:54:25 AM)
Employment Cost Index

Sorien Id: CIN20232110000001
Bot seazonally ad)

Series Title: W& axd salaries for Erivate industry workers in Alrcoraft manufacturing, Index
Ovnorship: Private induscry workers
Coaponent Wage=s and salsries
Oocupation: A rkezs
Induatry: Al raft mamufacturing
Subcategory: All workers
1304 /_/
75
x —
5 120 /__/—"
¥ =
£ —_— 4
104 . p—
s 4
T T T T L T T
2009 2010 2011 012 2013 2014 2015
Duzarter
Figure C-2 Employment Cost Index
C.3 Regression Process Results
Non — Mature Removal Interval
Regression Statistics
Multiple R 0.978544653
R Square 0.957549638
Adjusted R Square  0.934394895
Standard Error 478.8735305
Observations 18
ANOVA
df SS MS F Significance F
Regression 6 56900259.34 9483376.556 41.35436254  6.43478E-07
Residual 11 2522518.441 229319.8583
Total 17 59422777.78
Coefficients Standard Error t Stat P-value Lower 95% Upper 95% Lower 95.0% Upper95.0%
Intercept 55901.894092 1814.905341 3.251901881 1% 1907.31437 9896.473814  1907.31437 9896.473814
Thrust -63.67890851 26.17485351 -2.432827694 3% -121.2893727 -6.068444374 -121.2893727 -6.068444374
Thrust/2 0.085866494 0.036409473 2.358355823 4%  0.005729783 0.166003204 0.005729783 0.166003204
Weight 5.370140613 1.828361396 2.937133011 1%  1.345944312 9.394336914 1.345944312 9.394336914
WeightA2 -0.000409483 0.000146064 -2.803439263 2% -0.000730968 -8.79971E-05 -0.000730968 -8.79971E-05
EFH/EFC 475.0094989 177.1226166 2.681811662 2%  85.16524813 864.8537496 85.16524813 864.8537496
In(EFH/EFC) -6091.265738 874.3431541 -6.96667631 0% -8015.682045 -4166.849431 -8015.682045 -4166.849431

Table C-2 NMRI Regression Result
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Mature Removal Interval

Regression Statistics

Multiple R 0.985636652
R Square 0.971479609
Adjusted R Square  0.957219414
Standard Error 339.7499488
Observations 19
ANOVA
df SS MS F Significance F

Regression 6 47182208.09 7863701.348 68.12526604  1.43417E-08
Residual 12 1385160.333 115430.0277
Total 18 48567368.42

Coefficients Standard Error t Stat P-value Lower 95% Upper95% Lower 95.0% Upper 95.0%
Intercept 79453.11442 26076.25064 3.046953165 1%  22637.84497 136268.3839 22637.84497 136268.3839
Thrust 46.00247056 18.47528576 2.489946362 3% 5.748280919  86.2566602 5.748280919  86.2566602
In(Thrust) -17208.79977 6368.43781 -2.702201117 2% -31084.43377 -3333.16576 -31084.43377 -3333.16576
(EFH/EFC)~2 15.90910013 5.448771635 2.919759021 1% 4.03724659 27.78095368  4.03724659 27.78095368
In(EFH/EFC) -4061.641052 360.4800424 -11.26731185 0% -4847.059593 -3276.222511 -4847.059593 -3276.222511
Weight 4.493623046 1.560095277 2.880351677 1% 1.094467441  7.89277865 1.094467441  7.89277865
WeightA2 -0.000335298 0.000121613 -2.757084136 2%  -0.00060027 -7.03254E-05 -0.00060027 -7.03254E-05

Table C-3 MRI Regression Result
Non — Mature Shop Visit Cost
Regression Statistics
Multiple R 0.9471124
R Square 0.897021897
Adjusted R Square  0.794043795
Standard Error 31.84695416
Observations 19
ANOVA
df SS MS F Significance F

Regression 9 79512.69505 8834.743895 8.710802337 0.001758481
Residual 9 9128.056403 1014.228489
Total 18 88640.75145

Coefficients Standard Error t Stat P-value Lower 95% Upper 95% Lower 95.0% Upper 95.0%
Intercept -11191.36854 4668.207112 -2.397359044 0.040071018 -21751.58669 -631.1503838 -21751.58669 -631.1503838
Thrust -17.46028659 6.113948494 -2.855811854 0.018909095 -31.29099897 -3.629574207 -31.29099897 -3.629574207
Thrust”2 0.04366033 0.016092353 2.713110422 0.023875597 0.007256899 0.080063761 0.007256899 0.080063761
Thrust”3 -3.57521E-05 1.39336E-05 -2.565896112 0.030391722 -6.7272E-05 -4.23217e-06 -6.7272E-05 -4.23217E-06
In(Weigth) 1862.970807 690.8720022 2.696549868 0.024531922 300.1097581 3425.831855 300.1097581 3425.831855
EFH/EFC 59.50022022 36.62735421 1.624474972 0.138720962 -23.35661146 142.3570519 -23.35661146 142.3570519
1/(EFH/EFC) -1140.734017 655.3527457 -1.740641232 0.115734523 -2623.244934 341.7768994 -2623.244934 341.7768994
In(EFH/EFC) -569.1316476 348.835721 -1.631517684 0.137217281 -1358.252873 219.9895774 -1358.252873 219.9895774
1stEFH -0.011081221 0.002640645 -4.196407721 0.002318996 -0.017054775 -0.005107668 -0.017054775 -0.005107668
Weight -0.233515155 0.111917196 -2.086499337 0.066560133 -0.486689441 0.019659131 -0.486689441 0.019659131

Table C-4 NMSV Regression Result
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Mature Shop Visit Cost

Regression Statistics

Multiple R 0.949365979
R Square 0.901295762
Adjusted RSquare  0.838483974
Standard Error 34.45014835
Observations 19
ANOVA
df SS MS F Significance F

Regression 7 119208.2756 17029.75366 14.34514991  9.97803E-05
Residual 11 13054.93994 1186.812722
Total 18 132263.2155

Coefficients Standard Error t Stat P-value Lower 95% Upper95% Lower 95.0% Upper 95.0%
Intercept 11289.90628 5019.791855 2.249078568 5% 241.4183977 22338.39366 241.4188977 22338.39366
Thrust 21.84981902 8.676234612 2.518352718 3% 2.75355539 40.94608264  2.75355539 40.94608264
Thrust”2 -0.012640535 0.00610148 -2.07171291 6% -0.026069823 0.000788753 -0.026069823 0.000788753
log(Thrust) -10236.96186 3630.935036 -2.819373455 2% -18228.59599 -2245.327725 -18228.59599 -2245.327725
WeightA2 -1.51796E-05 6.0677E-06 -2.501711965 3% -2.85346E-05 -1.82472E-06 -2.85346E-05 -1.82472E-06
log(Weigth) 3443.989583 1122.242053 3.068847379 1% 973.9514786 5914.027687 973.9514786 5914.027687
(EFH/EFC)*2 0.683013913 0.307944864 2.217974687 5% 0.005231837 1.360795989 0.005231837 1.360795989
log(2st EFH) -822.0388247 142.762887 -5.758070896 0% -1136.25782 -507.819829 -1136.25782 -507.819829

Table C-5 MSV Regression Result
Life Limited Parts Reserve Cost
Regression Statistics
Multiple R 0.93610059
R Square 0.876284314
Adjusted RSquare  0.814426472
Standard Error 78.3500016
Observations 19
ANOVA
df SS MS F Significance F

Regression 6 521770.5188 86961.75314 14.16609882  8.02543E-05
Residual 12 73664.673  6138.72275
Total 18 595435.1918

Coefficients Standard Error t Stat P-value Lower 95% Upper95% Lower 95.0% Upper 95.0%
Intercept 27930.77989 7226.156287 3.865233297 0% 12186.33786 43675.22192 12186.33786 43675.22192
Thrust 17.57476292 4.687538288 3.749252131 0%  7.361494353 27.78803148 7.361494353 27.78803148
log(Thrust) -13238.88944 3726.076552 -3.553037426 0% -21357.31283 -5120.466043 -21357.31283 -5120.466043
Weight 1.80645404 0.40811289 4.426358699 0% 0.91725244 2.695655641  0.91725244 2.695655641
WeightA2 -0.00014863 3.17717E-05 -4.678062464 0% -0.000217854 -7.94054E-05 -0.000217854 -7.94054E-05
EFH/EFC 62.42230606 12.67462483 4.924982526 0% 34.80667076 90.03794136 34.80667076 90.03794136
log(1st EFH) -1324.405661 311.4891168 -4.251852118 0% -2003.082145 -645.7291771 -2003.082145 -645.7291771

Table C-6 LLPR Regression Result
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C.4 T-value and F-value Chart

TABLE B: r-DISTRIBUTION CRITICAL VALUES

Tl probebility »

& 25 20 a5 10 05 0 02 Ol 005 0035 000 005
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Table C-7 T-Distribution Chart
F - Distribution (1= 0.05 in the Right Tail)
N Degrees of Freed
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Table C-8 F-Distribution Chart
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