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ABSTRACT

Unsteady three-dimensional flow phenomena have major effects on the aerodynamic
performance of, and heat transfer to, gas-turbine blading. Investigation of the mechanisms
associated with these phenomena requires an experimental facility that is capable of
simulating a gas turbine, but at lower levels of temperature and pressure to allow
conventional measurement techniques.

This thesis reports on the design, development and commissioning of a new
experimental facility that models these unsteady three-dimensional flow phenomena. The
new facility, which consists of a 62%-size, high-pressure gas-turbine stage mounted in a
transient wind tunnel, simulates the turbine design point of a full-stage turbine.

The thesis describes the aerodynamic and mechanical design of the new facility, a

rigorous stress analysis of the facility’s rotating system and the three-stage commissioning of
the facility. The thesis concludes with an assessment of the turbine stage performance.
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CHAPTER ONE
INTRODUCTION

1.1  BACKGROUND
1.1.1 Historical Perspective

The gas turbine made its début as a propulsion system in the early 1940s when, on 15 May
1941, Sir Frank Whittle’s W1 engine flew in the Gloucester E.28 aircraft. The gas turbine
entered service with the Royal Air Force when the first Meteor was delivered to 616
Squadron on 12 July 1944, fitted with Welland 1 engines. These Whittle-designed, Rolls-
Royce-developed successors to the W1 gave the Meteor a maximum air speed of 460 mph in

level flight.

The Messerschmitt Me262, which first flew in July 1942 and entered service in July
1944, was fitted with Junkers Jumo 004B engines. The 004B engines had a turbine entry
temperature (TET) of 700°C and a thrust-to-weight ratio of 1.25, which gave the Me262 a

maximum air speed of 540 mph in level flight.

Since then, engineers have made continuous efforts to increase the performance,
reliability and efficiency of aircraft propulsion gas turbines. At the time of writing, state-of-
the-art aircraft gas turbines have a TET of approximately 1,370°C and military engines have
a thrust-to-weight ratio of more than 7:1. High thrust-to-weight ratios have opened up a
radically new flight regime for military aircraft—the ability to climb vertically and accelerate

simultaneously.

Jeal (1988) considered the future of military engines and predicted an increase in
engine thrust-to-weight ratio to 20:1 in the subsequent two decades, together with
stoichiometric burning in the engine combustion can, which would give a theoretical
maximum TET of approximately 2,200°C. Engines might also achieve increased thrust-to-

weight ratio and fuel efficiency by increasing the TET (as described below).



1.1.2 Basic principles of improved performance

The efficiency of a gas turbine operating on an ideal air standard Joule cycle, known as the
‘Joule cycle efficiency’ (Haywood, 1980), is a function of the turbine pressure ratio and the
ratio of specific heats of the gas. When engineers consider the irreversible effects,
compressor and turbine inefficiencies modify the ideal Joule cycle (see Figure 1.1). For a
compressor efficiency (n.) of 85% and a turbine efficiency (1) of 88%, the overall efficiency
of the gas turbine progressively increases with increasing TET, resulting in higher TET’s

giving and overall efficiency closer to that of the Joule cycle efficiency (see Figurel.2).

The materials in modern high-pressure turbines have a melting point of approximately
1,250°C. Because 900°C is the upper limit for metal temperature to achieve reasonable
engine life, the turbine requires effective cooling methods as TETSs increase above 900°C. Air
is ‘bled’ from the high-pressure compressor to cool the turbine; as TETs increase, the turbine
requires more coolant flow. The trend for increasing TETs has resulted in a corresponding
increase in the proportion of engine core flow that serves as coolant flow in both in-service
and high-temperature demonstrator engines (see Figure 1.3). Rolls-Royce plc is currently
developing an engine for the new European Fighter Aircraft, which uses 20% of the engine

core flow for high-pressure turbine cooling alone.

Because the coolant flow must compress before it is ‘bled off” from the high-pressure
compressor, an increase in the mass flow rate of coolant inevitably offsets any gains in cycle
efficiency achieved by increasing the TET. However, apart from increasing cycle efficiency,
one can associate a second benefit with increasing TET. As TET increases, the specific thrust
(defined as thrust per unit mass flow of inlet air) also increases, which allows the size of the
compressor inlet to reduce for a given thrust rating. A smaller compressor inlet area leads to a
smaller engine, which reduces both weight and skin friction drag, thus ultimately reducing

the thrust required of the propulsion system for a given air frame.



The principal reasons for engine manufacturers constantly striving for higher TETs
differ between civil aircraft and military aircraft. For civil engines, increasing specific thrust
allows for smaller engines of a given thrust rating, which brings a variety of attendant
advantages one associates with reduced size. For military engines, increased specific thrust
enables the engine’s thrust-to-weight ratio to increase, which provides an attendant

improvement in aircraft performance.

To understand why increasing TET results in an increase in specific thrust, one must
consider the physical basis on which the Joule cycle operates. The lines of constant pressure
on the enthalpy—entropy diagram (Figure 1.1) diverge as temperature increases. As a result,
the higher the temperature leaving the combustor and entering the turbine, the larger the
enthalpy drop across the turbine. This drop is proportional to the net power out of the cycle.
For a propulsion system operating on the Joule cycle, this is equivalent to an increase in

specific thrust.

1.1.3 Current study

As part of the continuing trend to more efficient gas turbines, engine manufacturers are
looking towards the utilisation of fully three-dimensional design techniques in the near
future. The development of such three-dimensional design techniques is dependent upon the
availability of accurate experimental data the researcher obtained in an environment that
simulates the flow features of interest. Such data enable the researcher to understand and then
model physical mechanisms that they associate with unsteady three-dimensional and rotating
effects. The measured data also provide a test case against which one can validate the three-

dimensional design techniques.

This thesis describes the design, development and commissioning of a new turbine
test facility in order to examine the flow field of the high-pressure turbine stage. The author’s

specific areas of responsibility included all aerodynamic and mechanical aspects of the new



facility. Upon completion of commissioning trials, the new facility was capable of accurate
simulation of the design point of its B22 turbine. Other workers currently use the facility to

study the turbine flow field under engine representative conditions.

1.2 SUMMARY OF CHAPTERS
The turbine stage incorporated into the isentropic light piston tunnel (ILPT) is the focus of a

major research effort at Oxford. The following is a summary of the thesis chapters which

reference specific contributions to this research.

Chapter 2 reviews previous studies of both vane and blade mid-height sections in
cascade. The chapter also discusses three-dimensional and unsteady flow phenomena. It
concludes with a review of other full-stage, short-duration and transient turbine-test facilities.
Chapter 3 describes the ILPT’s mode of operation and data-acquisition systems. Chapter 4
presents the detailed design of the ILPT working section containing the turbine stage (or
‘turbine module’). Chapter 5 provides the details of a comprehensive stress analysis of the
turbine module’s rotating system. Chapter 6 describes the construction and assembly of the
turbine module and the subsequent three-stage commissioning of the ILPT with the turbine
module fitted. Chapter 7 provides an analysis of the accuracy with which the turbine design
point simulates the engine condition flow field, followed by an assessment of the success
with which the design point flow field was simulated. Chapter 8 presents the conclusions of

the thesis.



CHAPTER TWO
TURBINE FLOW FIELD

2.1 CASCADE STUDIES OF B22 TURBINE

Nicholson (1981) first studied the B22 turbine mid-height vane and blade sections in cascade
and measured static-pressure and heat-transfer distributions around both vane and blade over
a range of conditions. He used Schlieren photographs and holographic interferograms
(Oldfield et al., 1986) to gain a qualitative understanding of the blade and vane flow fields.
Nicholson (1981) compared blade-passage Mach number contours from absolute holograms
with time-marching predictions of the flow field and found them in reasonable agreement.
The same author developed a novel technique for measuring blade-profile loss (Oldfield et
al., 1981), which he used to measure vane and blade loss at design Mach and Reynolds
numbers over a range of gas-to-wall temperature ratios. He concluded from this investigation
that aerodynamic loss was not a function of gas-to-wall temperature ratio, which provided a
justification for the common practice of measuring losses in isothermal cascades. Nicholson
(1981) also measured the loss of the B22 turbine mid-height blade section with 0.2% and 4%
inlet turbulence and found that the change from 0.2% to 4% turbulence had a negligible effect

on loss.

Nicholson (1981) used unsteady heat transfer traces to identify the state of vane and
blade boundary layers. On the vane suction surface, the author observed a laminar boundary
layer up to 10% surface length, followed by rapid transition. He judged the pressure surface
boundary layer transitional from 20% to 80% surface length, with evidence of a fully laminar
boundary layer only over the very early pressure surface and a turbulent boundary layer only
over the very late pressure surface. He identified the blade suction and pressure surface
boundary layers as laminar over the first 40% of surface length, transitional over the
following 30% of surface length and turbulent until the trailing edge. Nicholson (1981) used

his deductions about boundary-layer state to illuminate mean heat-transfer results. He
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associated laminar boundary layers with a low mean heat-transfer rate, transitional boundary
layers with a rapidly rising mean heat-transfer rate and turbulent boundary layers with a high

mean heat-transfer rate.

Horton (1985) subsequently studied the B22 blade mid-height section over the same
range of conditions as Nicholson (1981), with the addition of film cooling. Film cooling at
the blade leading edge produced a significant reduction in heat-transfer rates on the suction
surface and a slight reduction on the pressure surface. Film cooling of the suction surface was
very effective; however, film cooling of the pressure surface actually resulted in an 18%
increase in heat-transfer rates immediately downstream of the coolant holes. Horton (1985)
concluded that the performance of the cooling geometries was particularly sensitive to

curvature.

Horton (1985) also measured the loss associated with film cooling. For a given
coolant mass-flow rate, cooling the suction surface produced more loss than cooling the
pressure surface. Loss measurements made at other than design gas-to-coolant temperature
ratios were sensitive to density ratio, from which Horton (1985) concluded that cooling loss

measurements must be made under engine-representative conditions of density ratio.

Doorly (1983) studied the effect of wake passing on the B22 turbine blade mid-height
section using a novel ‘wake generator’ that consisted of a rotating disc with radial bars fitted
around its circumference (see Figure 2.1). To generate wakes, he spun the bars in front of a
linear cascade of blades. Doorly chose the ‘wake generator’ bar diameter to produce a
velocity deficit through the wake similar to that produced by a vane. The conditions Doorly
(1983) used in a linear cascade, which were similar to those of Nicholson (1981) and Horton
(1985), achieved a reasonable simulation of the conditions the B22 turbine blade mid-height

section at design conditions encountered (see Figure 2.2).



Doorly’s (1983) wake-passing study revealed that the bar-generated wakes had a
significant effect on blade heat-transfer rates as they convected through the blade passage.
The author observed that the most striking effects of wake passing occurred with a free-
stream turbulence level of 0.2%; however, the effects of wake passing on blade heat-transfer
rates remained demonstrable with a free-stream turbulence level of 4%. Doorly (1983)
concluded that the turbulent wakes convected through the blade passage forced the suction-
surface boundary layer to undergo transition from a laminar state to a turbulent state. Once
the bar wake convected through the blade passage, the boundary layer immediately reverted
to its previous laminar state. The periodic tripping of the blade boundary layer resulted in
heat-transfer rates alternating between those associated with a laminar boundary layer and
those associated with a turbulent boundary layer. The author concluded that the effect of
wake passing caused a significant increase in the level of mean heat transfer around the blade.
Rigby (1989) continued Doorly’s (1983) work on a different transonic blade profile and was

able to quantify the effects of both shock and wake passing on blade mean heat-transfer rates.

Baines et al. (1982) developed a short-duration blow-down facility to conduct large-
scale aerodynamic studies of the B22 turbine blade mid-height section in cascade. King
(1986) commissioned the blow-down facility and measured Mach number distributions
around 100-mm and 300-mm chord cascades and compared them to the Mach number
distributions that Nicholson (1981) measured in the isentropic light piston tunnel (ILPT).
King (1986) concluded that the large chord results were in good agreement with Nicholson’s
(1981). King’s (1986) large chords allowed for detailed measurements of static pressure
around the blade leading-edge. The new leading-edge detail indicated the presence of a sharp
deceleration near the suction-surface/leading-edge blend point. King (1986) used Schlieren

photography to identify a separation/reattachment bubble at this location.



Dickens (1989) subsequently used King’s (1986) blow-down facility to continue
investigation of the B22 turbine blade mid-height section’s aerodynamics. Dickens (1989)
studied the aerodynamic losses of a cascade of 100-mm chord blades over a range of
conditions. He found loss only a weak function of Reynolds number and turbulence level

over the range of tested conditions.

2.2  THREE-DIMENSIONAL FLOW PHENOMINA

Researchers have used linear cascades to provide a wealth of data on the turbine flow field;
however, Paulon et al‘s (1975) interesting experimental investigation exposed their
limitations. The team investigated supersonic compressor blading in linear cascades and
annular cascades and found significant variations between the performance of the same
profile in the two cases. The linear cascade suffered from separations, whereas the annular
cascade gave good results, which agreed with theoretical pressure distributions. In Paulon et
al’s (1975) experimental investigation, the effects of changing from a linear cascade to an
annular cascade were significant and suggested that researchers cannot neglect three-

dimensional annular cascade flow phenomenon.

One can conveniently divide the three-dimensional flow field of an annular cascade
into two classes: (i) the primary flow, which one can regard as the irrotational potential flow
that arises as a consequence of blade-to-blade passage geometry; and (i1) the secondary flow,
which is the difference between the actual flow and the primary flow. The secondary flow
arises as a consequence of viscous effects—principally the cascade inlet boundary layer.
Many researchers have studied secondary flows in linear and annular cascades and there are
now several excellent reviews of this work, Sieverding (1985) offering the most

comprehensive.



Secondary flows arise in a turbine as a consequence of two main mechanisms. A
‘passage vortex’ arises because of the deflection of the inner and outer annulus surface
boundary layers through a cascade due to the pressure gradient within a blade passage. The
interaction of the inner and outer annulus surface boundary layers at the cascade inlet with

the blade leading edge gives rise to a ‘horseshoe’ vortex.

Klein (1966) studied the mechanism by which a passage vortex forms (see Figure 2.3)
and proposed a mechanisem for its development. This mechanisem can best be visualised by
considering the flow into a cascade of turbine blades. Assuming certain conditions (an
incompressible flow, a thin inlet boundary layer, and no separated flow regions), the static
pressure of the free-stream flow will be constant throughout the boundary layer to the annulus
surface. Both the free-stream and the boundary layer will be subject to a pressure gradient
(dP/dn) due to the presence of the aerofoils, normal to the streamlines. This can be expressed
as,

ar U’

an TR

a

where R, = the radius of curvature

U = the fluid velocity

The fluid velocity (U) in the boundary layer will be less than that of the free stream (Uy);
therefore, the radius of curvature of the boundary layer must be less by a factor of (U/Ug)%
The curvature of the streamlines will be higher at the annulus surface. Boundary layer flow
therefore develops a velocity component normal to the free-stream flow from high-to-low
pressure regions—that is, from the pressure surface side of the passage to the suction surface
side. As the flow approaches the suction surface it is forced up the blade, setting up a circular

motion; this is the passage vortex.



Langston et al. (1977) studied the mechanism by which a horseshoe vortex forms (see
Figure 2.4). The horseshoe vortex can be visulised as the ‘rolling up’ of the annulus surface
boundary layer in front of the aerofoil leading edge. The flow approaching an aerofoil leading
edge separates and passes on both sides of the aerofoil. There is a dividing plane between the
two halves of the flow and the streamlines in this plane are stagnation streamlines that come
to rest on the surface of the aerofoil. On the annulus surface in which the aerofoil is mounted,
there is a boundary layer in which the velocity is less than that in the surrounding free stream.
Because one can assume that static pressure is constant through the thin boundary layers, a
pressure gradient develops towards the aerofoil-annulus interface when the boundary layer
stagnation streamlines come to a rest on the aerofoil surface. Under the influence of the
pressure gradient, fluid then flows towards the aerofoil-annulus interface. The fluid deflects
away from both the aerofoil and the annulus surface in the opposite direction to the free-
stream flow until the axial pressure gradient of the free stream deflects the flow out of the
stagnation streamline plane. The fluid dissipates along the suction and pressure surfaces with
a vortex motion. The vortices that pass either side of the aerofoil leading edge at the aerofoil—

annulus interface constitute the suction and pressure surface legs of the horseshoe vortex.

Ishii and Honami (1985) modelled the flow field in the stagnation streamline plane
(see Figure 2.5) and postulated the existence of three secondary vortices (a separation vortex,
a counter vortex, and a corner vortex), in addition to the dominant horseshoe vortex. Fluid
streamlines actively feed the separation vortex, which is much smaller than the horseshoe
vortex and therefore has far less impact on the passage flow field. Ireland (1988) measured its
effect on annulus surface heat-transfer rate. Think of the corner vortex and the counter vortex
as stagnant regions of fluid that acquire vorticity as a consequence of the shear layers in the
flow. In practical terms, the counter and corner vortices are of second-order significance in

the turbine flow field compared to the horseshoe vortex.
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Goldstein and Spores (1988) studied the three-dimensional flow field that exists in the
annulus surface region of a cascade and proposed a model of the flow field that develops as a
consequence of the passage vortex and the horseshoe vortex (see Figure 2.6). The pressure
surface leg of the horseshoe vortex (‘Vortex 1°) drives across the passage to the low-pressure
region on the crown of the suction surface where it combines with the passage vortex
(‘Vortex 3’), which has the same sense of rotation. Upon reaching the suction surface, this
combined vortex, or ‘pressure—passage vortex’, lifts off the annulus surface and continues
downstream along the suction surface side of the passage. The motion of the pressure—
passage vortex to the crown of the suction surface forms a separation line across the passage
with a new boundary layer forming downstream from it. The same pressure gradient that
drives the pressure—passage vortex from the pressure surface to the suction surface also
generates a down flow on the pressure surface and an up flow on the suction surface. Chapter

7 discusses this effect and presents a two-colour flow visualisation of the B22 turbine vanes.

The suction surface leg of the horseshoe vortex (‘Vortex 2’) proceeds (from its
inception) along the aerofoil-annulus interface until it reaches the annulus-surface boundary-
layer separation line (region D). At the separation line, the suction-surface leg of the
horseshoe vortex lifts off the annulus surface and continues downstream along the suction
surface adjacent to the pressure—passage vortex. Both ‘Vortex 2’ and ‘Vortex 3° most likely
lift off the annulus surface as a consequence of the higher average velocities (and therefore

lower pressures) located away from the annulus surface along the suction surface.

Goldstein and Spores (1988) postulated the nature of the separation lines that
Langston et al. (1977) previously observed (see Figure 2.7). Ireland et al. (1988) graphically
illustrated the accuracy of the model by using a cold heat-transfer cascade coated with liquid
crystals to measure heat-transfer coefficients over the entire annulus surface region (see

Figure 2.8). Because this method generates complete contours as a matter of course, the
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contours in Figure 2.8 are not numerically smoothed. This ensures preservation of the

contour’s subtle features.

Ireland (1989) considered Goldstein and Spores’ (1988) model and concluded that
Ireland et al’s (1988) results were consistent. They attributed the rapid rise of heat-transfer
coefficients around the aerofoil leading edge to the horseshoe vortex. They attributed the
rapid fall, at approximately 15% suction- and pressure-surface length, to ‘lift off” of the
suction-surface leg (and migration of the pressure-surface leg) of the horseshoe vortex.
Moreover, Ireland (1989) attributed the twin-spiked form of the contours around the aerofoil
leading edge to the attachment lines of the horseshoe vortex and the separation vortex.
Ireland attributed the increase in the heat-transfer coefficients through the cascade to thinning
of the annulus surface boundary layer as a consequence of the accelerating flow through the
blade passage. The very high heat-transfer levels in the aerofoil wake region were a

consequence of the high turbulence levels in that position.

Gregory-Smith and Graves (1983) studied the quantitative effect of secondary flow
development on a cascade exit flow field. They used three- and five-hole probes to study the
cascade flow field at ten axial locations—from 14% aerofoil axial chord upstream of the
cascade to 28% aerofoil axial chord downstream. They observed the migration of the
pressure—passage vortex and its lift off from the annulus surface. Gregory-Smith and Graves
(1983) defined a loss coefficient, as,

_ P01 - PO(local)
=)
F 01— Pl
in which they measured Py; and P; at a mid-span reference point in the axial plane 14%
aerofoil axial chord upstream of the cascade. Contour plots of loss coefficient clearly

demonstrated the development of a three-dimensional flow field in the cascade annulus wall

region. The contour plot of loss coefficient from the axial plane 87% axial chord downstream
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of the cascade leading edge (see Figure 2.9) clearly indicates the presence of: (i) loss cores
associated with the suction-surface leg of the horseshoe vortex and (ii) the stronger pressure—
passage vortex. The overall effect of secondary flow in the annulus surface region was to
produce up to £10% variation in exit flow angle due to the sense of rotation of the two
vortices (see Figure 2.10).

Goldstein and Spores’ (1988) model proposed that the suction-surface leg of the
horseshoe vortex lifts off the annulus surface, with the pressure—passage vortex displacing it.
However, Gregory-Smith and Graves’ (1983) measurements suggested that the suction-
surface leg of the horseshoe vortex remains in the aerofoil-annulus surface junction. This
discrepancy is not entirely unexpected because Goldstein and Spores (1988) emphasised that
the relative positions of the two vortices are strongly dependent on cascade geometry and

overall conditions. Sieverding (1985) supports this assertion.

Binder (1982) studied the fully three-dimensional vane exit flow field and conducted
area traverses of total pressure, yaw angle and slope angle in an annular cascade in a plane
that was 60% vane axial chord downstream of vane exit. A region of high loss with a loss
coefficient (C;, defined in a similar manner to Gregory-Smith and Graves’ (1983) loss
coefficient) of 0.2 characterise wakes. Figure 2.11a shows the location of the inner and outer
annulus suction surface legs of the horseshoe vortices (Vortices iii and iv) and the location of
the pressure—passage vortex (Vortices i and ii) are consistent with Goldstein and Spores’
model (1988). One can observe the inner and outer annulus pressure—passage vortex as 0.32
and 0.15 contours of loss coefficient (regions A and B in Figure 2.11a). The high-loss region
A is some distance from the outer annulus, whereas region B is close to the inner annulus.
This is a consequence of the vane exit radial-pressure gradient, which builds up in annular

cascades due to the deflection of flow from the axial through the vanes.

-13 -



Figure 2.11b shows the area traverse of slope angle, which clearly illustrates the high
radial inclination of the wake and region A under the influence of the radial-pressure

gradient. Region B cannot move towards the hub as it is already there.

Because the nominal yaw angle of Binder’s (1982) annular cascade was 21°, one can
identify the centres of the vortices on the yaw angle area traverse (Figure 2.11c) as design-
value contours of yaw, with over- and under-turned flow above and below the vortex (or vice
versa, depending on the vortex sense of rotation). One can see the centre of Vortex ii on the
yaw angle plot which Binder (1982) explained as being due to the breakdown of the vortex

(as a consequence of viscous action) into a non-rotating high-loss region.

Binder (1985a), who measured turbulence levels at the vane exit using a laser-2-focus
velocimeter, observed high levels of flow unsteadiness in the wakes and secondary flow loss
cores. The same author subsequently investigated the effect of the vane exit flow field on a

downstream rotor (see below, Section 2.3).

The secondary flow models and experimental work above clearly demonstrate the
three-dimensional nature of the flow field leaving the B22 vanes. The combination of
secondary flows and wakes produces a circumferential periodic flow field from vane to vane,
which a downstream rotor will pass through. Chapter 7 considers the magnitude of the B22
vane secondary flow on the inner and outer annulus. Section 2.3 considers the effect of vane
wakes and secondary flows on the flow field of a downstream rotor as well as the secondary
flow mechanisms engineers’ associate with a rotating blade passage and the transition from a

stationary frame of reference to a rotating frame of reference.
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2.3  UNSTEADY FLOW PHENOMENA

An understanding of the unsteady flow phenomena found in a turbine stage is essential for a
full appreciation of the requirements of a full-stage experimental facility. Hodson (1984a)
found that profile loss from a rotor-blade mid-height section was 50% greater than that of the
same section in cascade. He ascribed the difference to the periodic tripping of the blade
boundary layer by vane wakes. Hodson’s (1984a) work, which was concerned with the
development of blade boundary layers under the influence of unsteady flow outside the
influence of secondary flows, was therefore essentially two dimensional. Doorly’s work
(1983, 1985a, 1985b) demonstrated the dramatic effect that vane wakes can have on a blade
boundary layer (see Section 2.1) and his observation of the periodic tripping of the blade
boundary layer as a consequence of wake passing was consistent with Hodson’s (1984a)

conclusions.

Hodson (1984b) demonstrated the effect of vane wakes on the blade-passage flow
field and used an inviscid blade-to-blade prediction code with a prescribed velocity
distribution through the wake, which moved across the computational mesh inlet at blade
relative speed. This provided a true picture of the wake-generated unsteadiness by subtracting
the steady flow solution from the unsteady flow solution (see Figure 2.12). The effects of the
wakes, which were clearly responsible for the unsteady features of the flow field, were quite
apparent. Low-entropy contours are drawn at the edge of the wakes to make them more
visible. The low velocities in the wake regions cause them to become ‘negative jets’ when
one subtracts the steady-state solution. Letcourt (1965) first mooted this concept. As the wake
enters the blade passage it is bowed because the mid-passage convection velocity is much
greater than that near the leading-edge stagnation point. This effect is in close agreement with
Doorly’s reports (1983) (illustrated in Figure 2.1). The action of the wake, as a ‘negative jet’,
results in migration of fluid from the pressure surface to the suction surface of the blade

passage. The migration of wakes towards the suction surface results in a migration of fluid
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towards the pressure surface to replace the migrated wake fluid. The net result of the
transport of fluid is the establishment of two vortices (of opposite sign), one of which lies on
either side of the wake. Hodson’s (1984b) predictions of unsteady pressures on the pressure
and suction surfaces were in reasonable agreement with those reported in Hodson (1984a).

This suggests that the prediction was a good representation of the actual flow field.

Binder (1985a) used a laser-2-focus velocimeter to measure instantaneous fluctuations
in velocity levels in a rotor-blade passage. As wakes convected through the blade passage, the
number of random fluctuations in velocity more than doubled from inlet to mid-passage,
which the author attributed to the breakdown of large vortices. Binder (1985b) subsequently
utilised the laser-2-focus velocity technique to investigate this increase in the number of
random velocity fluctuations observed in wake segments passing through a blade passage.
The author proposed that the energy of the vortex motion converted into random fluctuating
energy during breakdown, thus causing a breakdown of the vane secondary flows cut by the
downstream rotor. The vane secondary flow vortices are cut in a similar manner to wakes by
a downstream rotor and are similarly distorted as they pass through the blade passage. The
rotation of the vortex creates a low-pressure zone at its centre, which fills from the pressure
surface due to the higher pressure in that position. The combined filling and distortion of the
secondary flow segments result in rapid breakdown, thus causing the observed increase in
turbulent energy. Binder et al. (1986) further reported laser-2-focus measurements which

confirmed the mechanisms.

Dring and colleagues at the United Technologies Research Centre (Dring & Joslyn,
1981, 1983; Dring et al., 1982) have conducted considerable work on the three-dimensional
and unsteady turbine flow field. They performed the work on a 1.52 meter diameter large-
scale rotating rig (LSRR), which permitted extensive instrumentation in the stationary and

rotating frame at realistic Reynolds numbers, but low Mach numbers. With a typical vane exit
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Mach number of 0.2, researchers can use the facility to study only those phenomena that are

insensitive to compressible effects.

Dring and Joslyn (1981) utilised the LSRR’s capacity to allow detailed measurements
in the rotating frame in an investigation of turbine rotor blade flows. The researchers
performed flow visualisation on the blade suction and pressure surfaces, which indicated
strong radial flows towards the tip on the pressure surface and reduced radial flows towards
the hub on the suction surface. These effects were independent of tip clearance, from which
Dring and Joslyn (1981) deduced that tip-clearance effects were not responsible for the

observed behaviour of the flow.

Dring and Joslyn (1983) subsequently undertook further studies of the mechanisms
responsible for radial flows on the blade suction and pressure surfaces. Based on a
consideration of blade-passage relative vorticity, the authors postulated the existence of a
‘relative eddy’ in the blade passage. In essence, because the blade speed is greater at the
blade tip than at the hub for a uniform stationary frame inlet flow, there is a smaller blade
relative inlet angle at the tip than at the hub. The consequence of this is a net relative velocity
vector from the pressure surface to the suction surface at the tip (and vice versa at the hub).
This has the effect of establishing a ‘relative eddy’ as a consequence of the move from

stationary to rotating frames of reference.

Dring et al. (1982) and Blair et al. (1989) used the LSRR to study the rotor—stator
interaction that occurred as the axial spacing between vane and blade rows changed.
Engineers divide the study of rotor—stator interaction into two separate areas: (i) potential
flow (inviscid) and (ii) viscous interactions (wakes and secondary flows). Parker and Watson
(1972) considered potential flow effects and concluded that they were negligible (with a

sensibly non-periodic blade inlet flow field) for a rotor—stator spacing of more than 30%
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blade axial chord. Dring et al. (1982) conducted static pressure measurements on both vane
and blade with 15% and 65% axial gap and concluded that unsteady pressures were
significantly higher (on both vane and blade mid-height sections) at 15% spacing than they
were at 65%. Blair et al. (1989) continued Dring et al’s work (1982) by measuring blade and
vane steady heat-transfer rates at vane and blade mid-height sections for 15% and 65% axial
gap. The authors concluded that the rotor-stator spacing did not affect the steady heat-transfer

rates which suggested that they were insensitive to the magnitude of unsteady pressure levels.

Parker and Watson (1972), Dring et al. (1982), and Blair et al’s (1989) work suggests
that, for the 25% blade-chord axial gap at mid-height that is present in the B22 turbine,
potential flow effects will be secondary to the viscous interactions of wake and secondary

flow cutting.

The study of tip-clearance losses in an unshrouded turbine (such as the B22 turbine)
forms a major area of research in its own right. The extent of this work makes it impossible to
present a full review here; however, the mechanisms responsible for the formation of a tip-

leakage vortex are of immediate relevance to the present study.

Dring and Joslyn (1981) conducted a rotor relative total pressure area traverse through
a blade wake (see Figure 2.13), which showed that the loss in the tip-leakage vortex was 50%
greater than that in rotor secondary flows, thus highlighting the significance of this loss
mechanism. Bindon (1988) also studied tip-clearance losses and made detailed over-tip
measurements in a linear cascade of 0.456-m chord blades. The large scale of Bindon’s
(1988) cascade facilitated detailed measurements in the tip-clearance region from which the
author was able to propose a model for tip-leakage flows (see Figure 2.14). Bindon’s (1988)
static pressure measurements and flow visualisation indicated the presence of two dominant

flow features in the tip region: (i) a separation bubble due to the sharp edge between pressure
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surface and tip and (ii) a leakage jet that ejected flow into the lowest pressure region of the
suction surface over the crown. The jet’s high velocity drove the flow in the separation
bubble towards the leakage jet and the consequent low pressure in that position. Bindon
(1988) proposed that the major cause of tip-clearance loss was the entrainment of high-loss
fluid from the separation bubble into the leakage jet. The author reasoned that if there were a

way to eliminate the separation bubble, this loss would substantially reduce.

Morphis and Bindon (1988) studied the effect of blade edge radius on the separation
bubble. Flow-visualisation techniques established that a blade edge radius of 2.5-times the
tip-clearance gap eliminated the separation bubble. Moreover, although the separation bubble
increased loss, it also caused a blockage, which reduced the effective tip clearance.
Eliminating the separation bubble had the consequence of increasing the strength of the
leakage jet. Denton and Cumpsty (1987) considered loss mechanisms in turbomachines and
concluded that the effects of tip leakage are twofold. First, the force excerted by fluid on the
blade reduces which means that less work is done. Second, the leaking flow mixes with the
flow that has passed through the blades and thus generates loss. Morphis and Bindon (1988)
recognised that elimination of the separation bubble reduces mixing losses because high-loss
fluid no longer entrained into the leakage jet; however, the increased flow rate over the tip
reduced the work done. Morphis and Bindon (1988) envisaged the next phase of work as
quantifying the effect of eliminating the separation bubble. At the time of writing, they had

not published the results of this projected work.

The turbine flow field is not only three dimensional, but also unsteady. There are little
data in the literature from experimental facilities that are capable of adequately modelling all
three-dimensional and unsteady effects under engine-representative conditions. The two

facilities that are capable of making measurements in the rotating frame at engine-
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representative conditions are at MIT (described by Epstein et al., 1984) and at Calspan

(described by Dunn et al., 1984).

The MIT facility works on a blow-down principle using a working fluid of Argon and
Freon-12, with a run time of approximately 0.3 seconds. Guenette et al. (1988) used this
facility to measure mean and unsteady heat-transfer rates at the blade mid-height section.
Ashworth et al. (1985) and Rigby (1989) studied the same blade mid-height section using
Doorly’s (1983) wake generator, which enabled Guenette et al. (1988) to compare steady and
unsteady heat-transfer rate measurements obtained in a linear cascade with those in a full-
stage turbine. In general, agreement between the results of Guenette et al. (1988) and those of
Ashworth et al. (1985) and Rigby (1989) was excellent, with the exception of the last part of
the suction surface where full-stage results were 40% lower. Guenette et al. (1988) concluded
that rotating, three-dimensional and blade-row interaction effects did not explain the
differences between the cascade results and the full-stage results. The authors suggested

further work.

Dunn et al’s (1984) description of the Calspan facility uses a shock tube to supply air
at the required temperature and pressure to simulate engine conditions for a run time of
approximately 20 ms. Dunn and Hause (1982) used this facility to investigate the effect of a
downstream rotor on vane heat-transfer rates. They conducted a test series with a rotor in
place at a Reynolds number of 1.67 x 10°, compared with 1.25 x 10° without a rotor;
nevertheless, the results were comparable. Dunn and Hause (1982) concluded that the heat-
transfer rates on the vane were greater with a rotor than without. Dunn (1984) continued
Dunn and Hause’s (1982) work on the same turbine—measuring vane heat-transfer rates with
and without vane film cooling, and with and without a rotor present. They principally
concluded that the presence of a downstream rotor had a disruptive effect on vane cooling,

thus reducing its effectiveness.
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Dunn (1984) continued his work (1986) and investigated the effect of vane cooling on
the downstream rotor. He (1986) concluded that vane coolant flow resulted in an increase in

blade leading-edge heat-transfer rate.

In Dunn et al’s (1988) study, they identified the periodic tripping of the blade
boundary layer by vane wakes, which was consistent with Doorly (1983) and Hodson’s
(1984a) results. Dunn et al. (1988) also investigated the effect of increasing rotor—stator
spacing and demonstrated that the character of the blade unsteady heat transfer became more

diffuse with increased spacing.

Hilditch (1989) used the new turbine test facility containing the B22 turbine to
measure heat-transfer in the rotating frame. Many instrumentation requirements for the
measurement of unsteady heat transfer in the rotating frame are common to the measurement
of unsteady pressures. Shelly (1988) describes miniature Kulite pressure transducers and the
method to implant them in a turbine blade. These issues are currently part of an ongoing
experimental program in the B22 turbine facility to measure blade relative unsteady and

steady heat transfer and pressure.
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CHAPTER THREE
EXPERIMENTAL ARRANGEMENT

3.1 INTRODUCTION
3.1.1 Advantages of a transient turbine test facility

The launch of a new gas turbine by an engine manufacturer represents the successful
conclusion of an intense cycle of design, build, development and redesign. During this
process, the testing of 'prototype' or 'demonstrator' engines is a vital step in ensuring ultimate

Success.

Conventional turbine test facilities have often been built to operate continuously at
full-scale engine operating conditions of mass flow, temperature and pressure. Problems with
extracting detailed measurements from such a facility become steadily greater as the turbine
inlet temperature increases, resulting in the facility’s role becoming one of design validation.
Engineers do not require a full scale facility to test engines; rather, they require a less
complex facility to obtain the detailed measurements they require for the derivation,

development and validation of theoretical design methods.

Engine manufacturers favour the use of advanced computational methods for aero-
thermo dynamic design of engine components, as it reduces the time to produce a design and
therefore reduces an engine's 'launch cost'. The validation of the prediction codes at correct
engine operating conditions requires detailed measurements that would be difficult to make in
a full scale, hot, continuous turbine test facility. It is in this area where a transient turbine test

facility can be of greatest advantage.

Schultz, et al. (1987) discussed the role of short duration and transient facilities in gas
turbine research and concluded that aerodynamic and heat transfer measurements made in
these facilities were in excellent agreement with measurements they took in a high pressure,

high temperature continuous facility. Schultz, et al. estimated the overall power requirement
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for short duration facilities at one fortieth of those for a similar continuous facility,
substantially reducing overall cost, whilst retaining correct engine parameter simulation (see
Section 3.2). The reduced levels of total temperature and total pressure possible in a short
duration or transient turbine test facility required to achieve representative turbine conditions

(see Section 3.3) allow for required detailed measurements for prediction code validation.

The low operating cost of short duration facilities, combined with their suitability for
the derivation, development and validation of theoretical design methods, makes them ideal
for use in a university environment. The equivalent continuous facility capital and running
cost would be high and beyond the resources of all but the best equipped research group or

engine manufacturer.

3.1.2 The O.U.E.L. Isentropic Light Piston Tunnel facility
Jones & Schultz (1970) conceived the Isentropic Light Piston Tunnel (ILPT) as a short

duration air supply for a working section containing a cascade of aerofoils. Schultz et al.
(1977) describes the particular facility that the author utilised for this thesis. The ILPT
concept is of a free piston compressor, in which the working fluid compresses isentropically
over a period of approximately one second to the required temperature and pressure, then
passes through a working section under steady state conditions for a period of order 0.25
seconds. A high pressure reservoir, (see Figure 3.1), connects via a throat and valve to a
pump tube and drives the light piston down the pump tube, compressing the gas in front of it.
A fast acting valve (the Annular Gate Valve, or AGV) separates the pump tube and working
section and opens once it reaches the required pump tube temperature and pressure. When the
AGYV opens, test gas conditions remain constant if the volumetric flow rate out of the pump
tube equals that flowing into it from the high pressure reservoir. When the ILPT operates

under these conditions, it is said to be “matched”.
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Total pressure and temperature in the pump tube immediately prior to opening the
AGV can be varied vary by changing the initial tube pressure and compression ratio.
Engineers fit the working section with an adjustable second throat that allows calibrated
changes too be made to the working section exit Mach number. Working section inlet total

temperature, pressure and exit Mach number are, therefore, independently variable.

3.1.3 Proposed mode of operation

In the programme of work reported in this thesis, the author’s aim was to extend Doorly’s
work (1983) (see Section 2.1). Doorly (1983) simulated wake passing using a cascade of two-
dimensional mid-height blades sections. A cascade is useful for studying wake passing in
isolation however a full stage turbine is required to simulate all aspects of the turbine flow
field. As the authors aim was to extend Doorly’s work, a full stage turbine was mounted in
the ILPT’s working section (see Figure 3.2). The change in working section from cascade to
a full turbine stage was described by Ainsworth et al. (1988) & (1989). The ILPT was treated
by Ainsworth et al. (1988) & (1989) as a short duration air supply, able to supply air at the
required temperature and pressure to achieve representative turbine operating conditions in

the working section to which it is connected (see Figure3.3).

The facility's mode of operation consisted of a pre-run set up procedure, facility
operation and finally ILPT operation. The pre-run set up procedure commenced by closing
the AGV and evacuating the working section and dump tank. The author then set the initial
pump tube pressure and high pressure reservoir pressure. The author then accelerated the
turbine to a speed of approximately 6,500 rpm using an air motor (see Figure 3.4). The author
then cut power to the turbine causing the turbine to decelerate under the action of bearing
losses (Point A, Figure 3.4). ILPT operation commenced when it 'fired'. Engineers use the
term to describe the automatic sequence of events after pressing the 'fire' button. The valve
between high pressure reservoir and the pump tube opens, driving the piston down the pump

tube until the gas ahead of the piston reaches the required temperature and pressure. The
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author then opened the AGV to allow air into the evacuated working section which triggered

the ILPT low speed data acquisition system (see Section 3.5.1).

As a compressor or brake was not used to absorb power developed in the turbine, the
turbine accelerated until the piston reached the end of the pump tube, and mass flow rate
through the working section stopped (point B, Figure3.4). The author chose the initial turbine
speed to ensure the turbine passed through its design speed during ILPT run time. As the
turbine reached design speed, it triggered a high speed data acquisition system (see Section
3.5) that took data from blade mounted instrumentation for seven milli seconds. During the
data acquisition period, the turbine speed changed by less than one percent, therefore the
author concluded that change in turbine speed could be neglected during high speed data

acquisition.

3.2 DYNAMIC SIMILARITY REQUIREMENTS
3.2.1 Derivation of turbine non-dimensional groups

For the high pressure stage of a gas turbine, full engine operating conditions include a turbine
entry temperature of the order of 1,800 K, making the environment through the turbine very
hostile and therefore, a difficult one in which to make detailed measurements. Horlock (1966)
considered the relevant variable parameters to the performance of an adiabatic axial flow
turbine (see Table 3.1) and regarded turbine mass flow rate, efficiency and stagnation
temperature drop of gas passing through the turbine as dependent parameters of turbine

performance which we can express as functions of the independent variables.

i, 10, ATy = ARy, Brs, Ty, N1 R, 7, 41} - 31

According to the Buckingham m Theorem, the number of independent dimensionless
groups that one can employ to describe a phenomenon known to involve n variables, is equal
to the number n - r, where r is the number of basic dimensions one needs to express the

variables dimensionally. The number of independent variables in Equation 3.1 is ten (the
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Table 3.1
Variables affecting turbine performance
Subscripts defined Figure 3.5

m Gas mass flow rate kg/s

n Turbine efficiency

Py, Vane inlet total pressure Pa
Pos Turbine exit total pressure Pa
Tor Vane inlet total temperature

ATy  Total temperature drop of gas passing K
through the turbine

N Rotational speed rpm

/ Linear dimension m

1) Gas dynamic viscosity kg/ms
R Gas constant M/s’K’
Y Specific heat ratio

author will demonstrate the dependence of the eleventh, 1 ), the basic dimensions of which
are mass, length, time and temperature. The Buckingham n Theorem, therefore, predicts six

independent dimensional groups. Applying non dimensional analysis to Equation 3.1 yields,

b 2

1y RT,, AT, NI P, m
1)0112 TOl

- s 5_7]/
RT()] POS IUI

One can derive efficiency, n, if AT /To; and Py; /Pos are known as,

It is common practice to drop some constants from Equation 3.2, leaving non and 'quasi' non
dimensional groups. Engineers also define pressure ratio as upstream total pressure divided
by downstream static pressure, as a reliable measurement of downstream static pressure is

easier to make than downstream total, therefore Equation 3.2 reduces to,
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Engineers use the six non and quasi non dimensional groups in Equation 3.3 to define the

inT CpATzf{N }

B22 turbine’s ’design point’. They can realistically test a turbine at its design point by
matching the six critical non and quasi non dimensional groups regardless of the absolute
levels of the turbine inlet temperature and pressure. By matching turbine design point non
and quasi non dimensional groups at reduced total temperature and pressure levels, engineers
can achieve a realistic simulation of the turbine flow field with an environment through the

turbine suitable for making detailed measurements.

3.2.2 The B22 turbine design point
The B22 turbine is a 0.62 scale Rolls-Royce plc model high pressure (H.P.) turbine, with a

design point typical of a high bypass ratio civil gas turbine. Table 3.2 defines the turbine
operating point, as specified by Rolls-Royce plc. Table 3.3 defines essential ILPT and turbine

geometry.

The specification of vane and blade exit Mach numbers is equivalent to specifying a
turbine pressure ratio. The specific heat ratio, y; should be 1.275 (the ’engine’ y) to match
that of the hot combustion products encountered in a high pressure turbine. The ratio of
specific heats of air near ambient temperature (the ‘rig’ ) is 1.4, approximately 11% high. To
correctly model engine vy, Epstein et al. (1984) used a mixture of Argon and Freon-12 in a
blow down facility containing a full stage turbine. The highly toxic nature of Freon-12,

however, makes it an unpopular choice of working fluid.
If one uses air as a working fluid in a turbine test facility, the discrepancy between rig

and engine y will result in the incorrect modelling of the engine static pressure and heat

transfer rate (as Nusselt number is a function of Reynolds number).
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Table 3.2
The B22 turbine operating point

Reynolds number, Re
4 pUs¢

, . i =2.7x10°
(Based on vane exit conditions and mid-height
. Hy
axial chord)
Vane Mach number, M, E _0.946
(Mid-height isentropic vane exit) a,
Blade Mach ber, M.
ade Mach number, My 4 0959
(Mid-height isentropic blade relative exit) ay
T
Gas to wall temperature ratio, T, T =1.3
N 12
Turbine specific speed, S; T =435.885 rpm/K
01
. m T01 _ 4 1/2
Turbine mass flow number, My - 7.03x10 msK
01
Turbine specific work number, Wy Ap ©-2163 Jkg K
01
Table 3.3
Turbine and ILPT geometry
Vane throat area A" =0.0185322 m’
Vane mid-height exit angle a=70 deg
Blade mid-height exit angle p=-63.13 deg
Vane mid-height axial chord c=0.0312 m
ILPT tube volume V, =1.604 m
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An incorrect static pressure field will have a secondary effect on blade and annulus surface
boundary layer growth and transition point. The change in boundary layer growth will affect
secondary flow development and the movement of the boundary layer transition point will
have a non-linear effect on heat transfer rate. The correct engine vy is crucial to an accurate

simulation of the turbine flow field.

The primary objective of the new working section was not, however, a rigorous
simulation of every aspect of the turbine flow field, but to provide detailed measurements of
the flow field required for the derivation, development and validation of theoretical design
methods. The computer codes that constitute an engine manufacturer's theoretical design
method are flexible enough to predict the turbine flow field using rig total temperature and
pressure levels. Engineers well understand and can accurately predict the variation of y due to
the presence of combustion products. Therefore, engineers can use a theoretical design
method to predict the rig flow field and validate against measured rig data. Once they
establish that the theoretical design method can accurately predict the rig flow field,

engineers use it with confidence to predict the engine flow field.

As a transient turbine test facility can fulfil its primary requirement whilst operating at
a y other than engine v, the author decided to use air as a working fluid. The advantages the
use of air offers over Freon-12 in ease of storage, handling and availability are enormous.

Section 7.3.2 considers the error in flow field simulation as a consequence of this decision.

Table 3.2 fully specifies the turbine design point with the exception of y and with the
addition of a gas to wall temperature ratio. The non and quasi non dimensional groups that
comprise the turbin design point are independent of temperature ratio. As such the ILPT can
be set up to achive design point non and quasi non dimensional groups within the turbine at
any temperature ratio (within the facility's operating envelope, see Section 3.4.1). Fitt et al.
(1986) studied the effect of temperature ratio on heat transfer rate and concluded that for

constant free stream Reynolds number, heat transfer coefficient was a function of temperature
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ratio. Hilditch (1989) utilised Fitt’s results to correct heat transfer measurements made on the
B22 turbine to facilitate direct comparison with the results of other workers (most notably
Doorly (1983), Doorly & Oldfield (1985) and Doorly et al. (1985)). Fitt’s correlation is
reliable, making engineers’ choice of temperature ratio in the B22 design point flexible. The
author chose a temperature ratio of 1.3 to give a good compromise between run time and

piston oscillations (see Section 3.4.2).

3.3 ACHIEVEMENT OF THE B22 TURBINE DESIGN CONDITION
3.3.1 Philosophy of the experiment

The turbine non and quasi non dimensional groups (see Table 3.2) characterise the turbine
design point. The author had to realise these during the ILPT run time to simulate the turbine
flow field accurately. To achieve design conditions, the author used design values of the non
and quasi non dimensional groups as a starting point from which to calculate required total
temperature, pressure, mass flow rate, turbine speed and run time. Once the author
established these basic parameters, he found turbine power, acceleration and speed change
during ILPT operation. Figure 3.5 illustrates the inter relationship between the design point

non and quasi non dimensional groups and the important derived quantities.

Known working section inlet total temperature and pressure allowed the author to
calculate initial required pump tube conditions. The prediction of turbine speed change
during ILPT operation enabled the author to estimate a suitable pre-run turbine speed in order
to achieve turbine design speed during ILPT operation. Therefore, the author calculated all
necessary parameters for ILPT operation to establish the suitability of the ILPT as a short
duration air supply. Design pressure levels were well within the ILPT’s operating range, with
an ILPT — working section facility run times of similar length to those of previous workers
(see Section 2.1). Predicted ILPT performance (see Section 3.4) indicated that the facility
could achieve an acceptable range of conditions in a working section fitted with the B22

turbine using the ILPT as a short duration air supply.
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3.3.2 Derivation of facility parameters from the turbine design point

Figure 3.6 denotes the conditions at vane inlet, vane exit, blade inlet and blade exit using
subscripts from 1 to 5. We can calculate the total pressure, Pp,, necessary to achieve design
Reynolds number at design temperature ratio using vane exit conditions. Assuming an
ambient temperature, Ty, of 288 K and a gas to wall temperature ratio, T/T\, of 1.3 gives a

gas temperature, Top, of 374 K.

T _
Using %:1+7TIM22 gives T, =317.56 K
2

U U
Also M, =—2=—2 gives U, =377.92 m/s

a4, IRT,

We can find viscosity, ., using Sutherlands Law:

{ T TS T, +110

| T | T+110

Using a reference temperature and viscosity, Trer, and s, of 273 K and 1.7235x107 Kg/ms
respectively, at vane exit static temperature gives a viscosity, p, of 1.9369x10” Kg/ms. One
can determine flow density at vane exit from design Reynolds number, as one can express
Reynolds number, Re, as p,U,c/p,, therefore one can express density, p,, as Rep,/Usc giving
a density of 4.943 Kg/m’. One can express vane exit static pressure, P», as poRT», giving a

vane exit static pressure of 4.505x10° Pa. Using the relationship,

P, =P, {1 +7T_1M22}H

gives a vane exit total pressure, Py, , of 8.02x10° Pa. As the author calculated the vane exit
conditions using the isentropic mid-height vane exit Mach number, one can assume the vane
exit total temperature and pressure to equal vane inlet temperature, Ty;, and pressure, Py;. The
ILPT must achieve these conditions of temperature and pressure. One can calculate the initial
ILPT piston tube pressure for the required final total temperature and pressure by assuming
the initial gas temperature, Tj, is at ambient temperature, 288 K. For isentropic compression

of ideal gas,
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P {T}
POl TOI

Therefore, the author required an initial tube pressure, P;, of 3.2x10° Pa.. One can determine

the required turbine mass flow rate through the stage from the design mass flow number,

1| T P
M —7.03x107* . m=7.03x107" 2

7, : 7y

The calculated vane upstream total conditions show that the design mass flow rate, n, was
29.13 Kg/s. One can calculate the power generated by the turbine at design conditions from

the specific work function as,

_ C, AT, .
P, =mC AT, and . =216.3  therefore P, =216.3T,m

01
P, =236x10° W

Using Jones’ method (1973), one can show facility run time, Ty, as 0.213 s,

v, 1 [z }
Tmn = I el
M, RJT, | T,

One can show the turbine design speed as 8,434 rpm from design specific speed,

N 435.885

VT

The turbine speed will change during facility run time as the power generated by the turbine
will cause it to accelerate,

P
P =Qw and Q=Iw therefore a'):—;
@

The author measured the turbine’s moment of inertia (see Section 5.4) at 1.64 Kgm®. To a
first order approximation the turbine power remained constant during the facility run time. By
assuming constant turbine power, the turbine's angular acceleration, @, was calculated to be
1,630 rad/s®. Assuming constant turbine power implies constant turbine acceleration. By
assuming constant turbine acceleration the turbine speed change during facility run time was

calculated to be 3,320 rpm. For an initial turbine speed of 6,500 rpm, design speed occurs in
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the middle of the facility run time and reaches a final turbine speed of approximately 9,800
rpm as the piston reaches the end of the ILPT. Turbine power will reduce at off design
conditions, so the calculated turbine speed rise may be high, and therefore a worst case

estimate.

One can now calculate the blade relative conditions at the blade inlet and exit. Static
temperature and pressure are conserved in the transition from a stationary to rotating frame of

reference, T, = T3, and P, = P3, in order to find the mid-height blade Mach number My,

U
M,, =—t=

ar
as  \)RT;

Figure 3.7 considers the blade relative Mach number M3, by examining the blade mid-height

=0.63

velocity triangle,
M =M, +M,’> -2M,M,,sina = (0.415)*

One can calculate the blade inlet relative total temperature and pressure using M3,

v

1 oy
Py = P{l + %Mﬁ}y ' =5.072x10° Pa

T, = T{l - %”Mf} = 328.5K

Therefore, one can calculate the blade relative temperature ratio,

Ty _3285_, .,
T, 288

Engineers base the rotor relative exit isentropic Mach number My on blade relative inlet total

conditions; therefore, one can calculate using M4 blade relative exit static conditions,

T
T, = 031 =277.5K
[1+7_ Mf}
2
P
P, = 03 =2.81x10° Pa
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Using the blade relative exit static temperature, one can calculate Mach number at blade exit,

U, wr
a,  IRT,

Using the mid-height blade exit angle, B, Ms, and M4, one can construct an exit velocity

=0.675

triangle for the blade (see Figure3.7), from which one can calculateMs and v,

MS =M +M,, —2M,M,,sin f§ = (0.47)°

M
W =sin"’ {%Sﬂ} — 67.25°

5

o =-22.75
One can calculate the isentropic blade exit total temperature and pressure using Ms, and
assuming preservation of static conditions from the rotating to stationary frame of reference,

Ts5 = T4, and Ps = P4, therefore,

7
P =P, [l + yT_lMSZ } " 23.27x10° Pa (isentropic)

Tys =T, {1 + 7/7—1M52} =289.8K (isentropic)

One can also find the exit total temperature using the turbine specific work number,

C AT, 216,37,
2 o163 - AT, =210
T, C

p

therefore AT, =80.58K =T, — T
T,s =293.8K

The discrepancy between the value of Tys, calculated from specific work number and
isentropic Mach numbers, occurs as a consequence of the assumed blade efficiency in the
specific work number. Rolls-Royce plc quote a design turbine stage efficiency of 87% and a
design blade efficiency, n,, of 95%. It was not appropriate to consider turbine loss
mechanisms in a first order analysis of the turbine design point; however, one can

demonstrate the consistency of specific work number with a blade efficiency of 95%,
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CpATO _ Cp[TOI _Tos]
TO TOI
where Tos = 289.8 K (isentropic)
C,AT,

0

=227.1 J/Kg K (isentropic)

AT,
P % —216.3 J/KKg K (Rolls-Royce quoted)
0
AT,
77b — 0(actual) — 2163 — 0952
ATy 227.1
n, =95.2%
Table 3.4

ILPT and turbine design condition parameters

Vane exit mid height total temperature,

Vane exit mid height static temperature,

Blade relative temperature ratio,
Vane exit mid height total pressure,
Vane exit mid height static pressure,
Vane exit mid height gas density,
Vane exit mid height speed of sound,
Initial pump tube pressure,

Gas mass flow rate,

Turbine power,

ILPT run time,

Turbine design speed,

Pre run turbine speed,

Post run turbine speed,

To2
T
T
Po,
Py
P2
U>

3744 K
317.56 K
1.141
8.02x10° Pa
4.505x10° Pa
4.943 Kg/m’
337.92 m/s
3.2x10° Pa
29.13 Kg/s
2.36x10° W
0.2132 s
8,434 rpm
6,500 rpm

9,800 rpm
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Rolls-Royce plc defines the turbine stage pressure ratio, Py, as inlet total pressure divided by

exit static,

P =

r

fu =2.854
P.

5
The above calculation of the value of turbine stage pressure ratio matches closely the Rolls-

Royce plc supplied value of 2.872. Table 3.4 summarises turbine design conditions.

34 PREDICTED FACILITY PERFORMANCE

3.4.1 Facility operating envelope

The turbine design point gas to wall temperature ratio is 1.3; however, the ILPT facility could
achieve all non and quasi-non dimensional groups over a range of temperature ratios. In

practice, a range of gas to wall temperature ratios from 1.0 to 1.5 was practical (see Figure3.8

and Table 3.5).

Table 3.5

Facility parameters at turbine design condition
for a range of gas to wall temperature ratios

Facility Parameters

Temperature Ratio (Ty/T,,)

1.0 1.3 1.5
Initial Tube Pressure 5.73x10° N/m* 3.20x10° N/m* 2.32x10° N/m*
Initial Tube Temperature 288 K 288 K 288 K
Final Tube Pressure 5.73x10° N/m’ 8.02x10° N/m’ 9.61x10° N/m’
Final Tube Temperature 288.0 K 3744 K 432.0K
Blade Relative Total Temp. 2524 K 3285 K 379.0 K
Blade Relative Temp. Ratio 0.876 1.141 1.316
Run Time 468 ms 213 ms 139 ms
Turbine Output Power 1.48 MW 2.36 MW 3.04 MW
(ng ZZZE ip;e};‘j Change 5214 rpm 3,320 rpm 2596 rpm
Turbine Design Speed 7,397 rpm 8,434 rpm 9,060 rpm
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During commissioning of the new facility’s rotating system (see Section 6.4.4), the author
increased Reynolds number to design value in increments, as low Reynolds numbers result in

a smaller turbine speed change (see Table 3.6.).

Table 3.6
Facility parameters at a gas to wall temperature ratio
of 1.3 over a range of Reynolds numbers
Reynolds Number
Facility Parameters
Ya Design Y2 Design Design

Initial Tube Pressure 0.80x10° N/m’ 1.60x10° N/m’ 3.20x10° N/m?
Final Tube Pressure 2.00x10° N/m? 4.01x10° N/m’ 8.02x10° N/m’
Turbine Output Power 0.59 Mw 118 MW 236 MW
Turbine Speed Change
(during a run) 830 rpm 1,660 rpm 3,320 rpm

3.4.2 Piston oscillations

Brooks and Jones (1989) considered the departure of ILPT performance from the ideal.
Pressure rises linearly in front of the piston (see Figure3.9) as air from the high pressure
reservoir drives the piston down the pump tube. The AGV opens and the working section
second throat is set to match the mass flow rate in and out of the working section. When the
mass flow rate in, and out, of the working section are matched, the pressure level in front of
the piston (and therefore the working section) remains constant. In practice, finite piston mass

and AGV downstream volume result in a departure from ideal ILPT performance.

The effect of finite piston mass on ILPT performance is that piston velocity does not
respond instantly to any velocity changes determined by the gas volume flow rates into and
out of the pump tube. The velocity of a mass-less piston during ILPT operation, Figure3.9,
instantly assumes the velocity it requires for matched conditions when the AGV opens. For a
finite piston mass a step change in velocity is impossible, leading to oscillations about the

matched piston velocity, and therefore oscillations of temperature and pressure.
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A second mechanism by which piston oscillations arise is the effect of downstream
volume, Figure 3.1, between AGV and working section second throat. When the AGV opens,
the downstream volume fills quickly, causing an isentropic expansion of the gas in front of
the piston, and therefore a drop in pressure. A mass-less piston would move along the tube to
equalise pressure on both sides, however the inertia of a piston with finite mass causes it to

overshoot, resulting in oscillations in piston velocity and therefore pressure and temperature.

The pressure drop due to downstream volume occurs as the AGV opens; therefore, the
pressure force accelerating the piston due to the downstream volume is a maximum when the
AGYV opens. Pressure force acting across the piston as a consequence of finite piston mass is
a minimum when the AGV opens, resulting in the two mechanisms generating piston
oscillations that are 90° out of phase. The resulting piston oscillation is a consequence of the

combined effect of the two mechanisms.

Brooks and Jones derived expressions for the time period of pressure oscillations, T,

2

1 1 1
r =" {i}y 1_[£}7 {LrMT _ 34
B POI f)()l AtPOl

}/2

and for the amplitude of pressure oscillations due to finite piston mass,

-2
AP _y T Jlmo
P, 2t T

run run

and to downstream volume,

yAV| v

| &

a
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Piston oscillation due to finite piston mass downstream volume are 90° degrees out of phase;

therefore, one can express total piston oscillation amplitude as,

5 2 1

AP )l y T )l L] |7 AY] 3.5
T V I 1

run a

P 27 T

run

v, 7,

Using Equation 3.5, one can calculate the effect of varying piston mass and downstream
volume, Figure3.10 and Figure.3.11, clearly showing that piston mass has a secondary effect
on amplitude of pressure oscillations compared to downstream volume. One achieves gas to
wall temperature ratios greater than 1.0 by compressing the gas in the ILPT pump tube prior
to opening the AGV. Gas compression in the pump tube results in a mismatch between
required and actual piston velocities at the conclusion of compression. The higher the
compression ratio, the greater the velocity mismatch, and therefore for a finite piston mass,
the greater the piston oscillations. Using Equation 3.5, one can calculate the effect of varying
temperature ratio (see Figure 3.12). The author used an ultraviolet chart recorder (see Section
3.3.2) to monitor facility parameters during ILPT operation, Figure 3.13, which clearly

illustrates the piston oscillations.

3.5 DATA ACQUISITION SYSTEM
3.5.1 Computer data acquisition

During each ILPT run, the author recorded pressure and thin film gauge output signals using
an on-line mini-computer system based on a Digital PDP11/34 processor. The PDP11/34
sampled 64 measurement channels by multiplexing them through a 12 bit A/D converter with
a conversion rate of 27.8 KHz, giving each channel a sampling rate of 435 Hz. The author
recorded the signal from each channel (for 460 ms from the time ILPT operation
commenced) on the PDP11/34’s hard disc ready for post run analysis. The author refers to the
computer data acquisition system as the “low speed” data acquisition system throughout this

thesis. For a full description, refer to Oldfield et al. (1978).
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The author measured the unsteady blade pressure and temperature using a transient
recorder sampling at 500 KHz. The transient recorder 3.5 KB memory enabled the author to
take 7 ms of data at 500 KHz, during which time thirty five vane wakes influenced one rotor
blade (when revolving at design speed). During the 7 ms data acquisition period, turbine

speed changed by less than one percent, so the author could neglect turbine speed change.

3.5.2 Ultraviolet chart recorder

The author used a 24 channel SE6008 ultraviolet (U.V.) chart recorder to monitor ILPT and
working section performance during ILPT facility operation. He fitted the seven valves
separating the high pressure reservoir from the pump tube with position indicator transducers
and the output signal displayed on the U.V. recorder. Prior to ILPT facility operation, the
author “cycled” the high pressure valves by opening and closing them until the U.V. recorder
indicated all valves were opening simultaneously. The effect of one valve opening early
reduced the load on the others which then opened very quickly, giving a short pulse of high

pressure air which imposed oscillations on the piston's movement.

The output from a linear displacement transducer, which was located on the AGV,
displayed on the U.V. recorder during ILPT operation. This provided a record of the AGV
opening characteristics. Pump tube pressure, working section temperature and pressure and
the transient data recorder trigger, also connected to the U.V. chart recorder to provide

required information to determine the quality of ILPT facility run (see Figure3.13).

Thus, we see the feasibility of using the ILPT as a short duration air supply for a new
working section containing a B22 turbine. The turbine can achieve its design point over an
adequate facility operating envelope, with existing ILPT data acquisition systems suitable for
use with the new working section. Chapter 4 presents the detailed design of the new working

section.
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CHAPTER FOUR
AERODYNAMIC AND MECHANICAL DESIGN OF THE TURBINE MODULE

4.1 THE BEARING SYSTEM
4.1.1 Operating requirements

The Rolls-Royce plc turbine disc and blades in the turbine module came with two matched
pairs of split inner race deep groove ball bearings. Rolls-Royce plc originally designed the
bearings for use in a Rolls-Royce Olympus marine gas turbine. Bearing specification
(supplied by Rolls-Royce plc with the bearings) for normal engine life was 32 kN axial load

per bearing, at 12,000 rpm with a 1.5 1/min coolant oil flow per bearing.

The turbine (and therefore the bearings) was subject to an axial thrust load as a
consequence of the pressure ratio and momentum change across it. To a first order
approximation, one can calculate axial gas load on the turbine from a consideration of the
mid-height blade section. The gas load in the axial direction will be the sum of the pressure

force and force due to change of momentum through the turbine blades,

F=A4,(5=P)+mlV, =V;)

where velocities V3, and Vg, are in the axial direction, and one defines Ay as the blade inlet

annulus area. One can show at turbine design conditions that,

F =141 kN

The ILPT mode of operation (see Section 3.1.3) requires evacuation of the working
section prior to ILPT facility operation. Pressure on both sides of the turbine disc will be near
vacuum prior to a run; however, once a run commences, pressure in the working section will
reach design value. The labyrinth seal between inner annulus and the upstream side of the
turbine disc, Figure3.2, had the potential to leak as it was run with a 0.125 mm clearance (see
Section 6.1). In a worst case, pressure downstream of the disc could remain near to vacuum,

whilst the leaking labyrinth seal would pressurise the volume upstream of the turbine disc.
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Pressure across the turbine disc would, therefore, result in an axial load on the disc. One can
calculate disc load from a consideration of the labyrinth seal, Figure 4.1, and the fill rate of
the turbine disc upstream volume. Consider the boundary layer on the seal. One can express

the boundary layer Reynolds number as,

_U,lp
Yz

Re

Assuming the choking of the seal flow and therefore a Mach number of 1.0,

*

M=10 .. U,=a
Using vane upstream total conditions and a Mach number of 1.0 to calculate conditions in the
choked seal, and a seal length of 16 mm,

Re =1.4x10°

Using Shame’s (1982) method, one can calculate boundary layer displacement thickness, &,

for laminar boundary layers ( =1.73Re™”’ - 4.1
X
2 P

for turbulent boundary layers — =1.73Re - 4.2
X

Shames cites a critical Reynolds number for laminar/turbulent boundary layer transition of
3.5x10°, indicating the boundary layer undergoes transition after 4 mm and (using Equation
4.1) has a displacement thickness of 12x10° m when it does (see Figure 4.1). Equation 4.2
predicted a boundary displacement thickness of 12x10° m using a length of 3.3 mm
indicating that the turbulent boundary layer can start 0.7 mm through the labyrinth seal,
Figure 4.1. One can, therefore, predict boundary layer displacement thickness, & , accurately
using Equation 4.2 with a Reynolds number of 1.4x10° and a length of 15.3 mm. At the end
of the seal,
5 =42x10"m

The design seal clearance, d., was 125x10°% m; therefore, one can calculate the effective seal

clearance,
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5,-8 =83x10"m
Seal clearance area A" =27R, [56, -0 *]
Where R, =0.233 m, the labyrinth seal radius
A" =116.0x10"m’
Now calculate the mass flow rate through the choked seal clearance,
m=pad
One can show that at the B22 turbine design conditions, the mass flow rate through the seal,

m, was 0.194 kg/s. During the 213 ms ILPT run time, one can show total mass that leaks
through the seal, M,, as 0.041 kg. The upstream volume of the disc was 18x10~ m’, with a
disc area of 143x10” m’. Disc axial force due to 0.041 kg of leakage flow through the
upstream labyrinth seal was 21.8 kN. One can, therefore, calculate total axial force on the

turbine over the ILPT’s range of temperature ratios (see Table 4.1).

Table 4.1
Bearing loading at turbine design condition for a
range of gas to wall temperature ratios

T . Blade inlet Blade axial Disc axial Total axial

T_ Static pressure force force turbine load
x10° Pa kN kN kN

1.0 3.22 10.10 39.50 49.60

1.3 4.50 14.10 21.80 35.90

1.5 5.40 16.80 16.10 32.9

As temperature ratio increased, mass flow through the labyrinth seal increased due to the
increase in working section pressure. Disc axial force fell with increasing temperature ratio;
however, as the increased mass flow rate was more than off set by the reduced facility run

time (see Table 3.5). The author only applied the axial gas load on the turbine when there was
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mass flow through the working section, not during spin up and spin down of the turbine. In
order to ensure the bearings did not skid (see definition in section 4.1.3), the author required a
method of pre-loading the bearings. From a bearing dynamics point of view, the author
desired a high pre-load to minimise the probability of skidding; however, he could not exceed

a maximum axial load per bearing of 32 kN.

During commissioning trials of the turbine module (see Chapter 6), the author tuned
the ILPT to a temperature ratio of 1.0; however, without fitting the turbine disc and therefore,
without any axial gas loads on the bearings. A temperature ratio of 1.3 was achived during
normal ILPT operation, at which the disc pressure load was 21.8 kN and the axial gas load
was 14.1 kN. This resulted in an axial load of 35.9 kN, plus any applied pre-load. The author
rated a single bearing to 32 kN axial load, indicating that the turbine required more than one
bearing. The International Standard ISO 281 (1977) covers the dynamic capacity of rolling

element bearings. IS0 281 defines the capacity of tandem bearings as,

B,=B(B,)"

where B, = axial load for bearing set
By = axial load for a single bearing

B, = number of bearings in the set

For a matched pair of bearings, the number of bearings in a set, Bno, 1S two and for the

bearings under consideration, the axial load for a single bearing, By, is 32 kN, therefore,

B, =32x10°(2)"7 =52 kN

Max. pre-load = (52 —35.9) kN = 16.1 kN

For bearings similar to those with the B22 turbine, the SKF General Catalogue (1981)
recommends a maximum pre-load of 10 kN. The 10 kN maximum recommended pre-load

was below 16.1 kN; therefore, it was ideal for the bearing design. The author desired a high
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pre-load as he predicted the turbine to accelerate at 1,600 rad/s® during ILPT operation (see
Section 3.3.2), with the SKF General Catalogue citing 300 rad/s” as the acceleration at which
skidding of the bearing (see Section 4.1.3) may occur. The SKF General Catalogue
recommends high pre-loads in applications where accelerations are in excess of 300 rad/s” to
minimise the probability of skidding. However, the author recognised the high pre-load as a
source of high power loss in the bearings (power loss is a function of bearing load, speed and
coolant viscosity). The author considered paramount minimising the risk of bearing skidding

and their consequent failure.

A design constraint on the bearing system was that it should be single sided with
bearings upstream of the turbine disc to allow its easy removal and remounting. The author
conceived a single sided bearing system, Figure 4.2, that utilised a matched bearing pair to
take axial loads and a single 'floating' bearing through which the author applied the 10 kN

pre-load.

The author then estimated bearing power loss using the SKF General Catalogue’s
(1981) recommendation. The total retarding bearing frictional moment J (N/m), is the sum of

Jy, due to viscous friction (load independent), and J., the contact friction (load dependent).

J=J,+J,
J,=0.1f,(vn)"*d,’

J, =0.0009(F, /C,)"* Fd,

. . . . . 2
where v = Kinematic viscosity of lubricant, mm"/s
n = Bearing speed, rpm
d,, = Mean diameter, m

F, =0.6F. +0.5F,

F, =3F, +0.1F,
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F, =558 N, Bearing radial load
F, =10 kN, Bearing axial pre-load
Cr= 78 kN, Max bearing axial load before failure

Jr=0.75, For a heavy mist jet lubrication system

The bearing specification included a recommended coolant oil flow rate of 1.5 1/min per
bearing. The author identified Shell Tellus 22 as a suitable low viscosity coolant oil, with a
density, p, of 900 kg/m’ and a specific heat capacity, Cp, of 1,700J/kgK. The author assumed
that all power dissipated in a bearing was removed by 1.5 1/min of Shell Tellus 22 oil. He
calculated bearing power loss assuming an oil inlet temperature of 20°C, using Equations 4.3
and 4.4. The predicted power loss enabled the author to calculate coolant oil temperature rise
which, in turn, allowed him to estimate oil viscosity from the manufacturer's data sheets.
Once the author knew the oil viscosity, he used Equations 4.3 and 4.4 to find bearing power
loss, and he repeated the procedure until he could achieve a converged solution. The result,
Table 4.2, was a prediction of bearing power loss for the three bearings in the proposed

bearing system.

Oil viscosity was critical to a prediction of bearing power loss, a 10 K change in
ambient temperature from 15°C to 25°C causing a change in coolant oil viscosity from 12
mm?/s to 8 mm?/s at 6,500 rpm, which in turn resulted in a 1 kW reduction in total bearing

power loss. The author assumed ambient temperature at 20°C for all calculations.

The SKF General Catalogue (1981) cites an oil temperature rise of 80 K as the
maximum attainable value limited by bearing ball/oil heat transfer rate. Predicted temperature
rises (Table 4.2) for each bearing was well below the 80 K maximum at all conditions;

therefore, the author considered the proposed bearing system suitable.

In a practical bearing system the oil would not remove all power dissipated in the

bearings: the bearing housing would conduct approximately half away as heat (see Section
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6.4.3). The author therefore predicted and considered bearing coolant oil temperature rises a

worst case estimate.

Table 4.2
Bearing power loss at pre & post ILPT run speeds
Bearing Load kN Load kN Contact friction Viscous friction
Axial Radial Power loss, kW Power loss, kW
@ 6,500 @ 9,800 @ 6,500 @ 9,800
rpm rpm rpm rpm
1 10 03 0.66 1.02 0.51 0.67
Pre load ' AT=30K | AT=43K | AT=30K | AT=43K
2 0.3 0.47 0.60 0.87
6 0.18
Pair AT=24K | AT=36K | AT=24K | AT=36K
3 0.17 0.24 0.67 0.98
4 0.12
Pair AT=23K | AT=32K | AT=23K | AT=32K

The final bearing system design utilised the single plus twin bearing concept, Figure 4.3, and
an oil supply system based on that used by Doorly (1983) (see Section 4.1.6.). The bearing
system was designed as a self contained unit that bolted to the centre of the rear Annular Gate
Valve (AGV) section (see Section 4.3). Oil supply and drain from the bearing system was via
the AGV. Initially, the author conducted the design of the bearing system in parallel to design
of the AGV as it placed constraints on the AGV design. The author finalised the bearing
system design at an early stage in the project once he decided to use an AGV, as opposed to

any other valve type.
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4.1.2 Bearing dynamics

The author undertook an analysis of the bearing dynamic performance to ascertain the
suitability of the bearings that Rolls-Royce plc supplied for use in the turbine module.
Truncation and bearing cage shaft speed ratio (see Section 4.1.3) are the two relevant
parameters when considering bearing performance. We can define truncation as the ellipsoid
of contact between bearing balls and the bearing raceway overriding the inner raceway
shoulder, Figure 4.4, which results in severe frictional bearing heating and the bearings

consequent rapid failure.

The author considered the starting point for a dynamic analysis of the bearings which
he would incorporate into the turbine module, concluding that the analysis must start with a
consideration of the loads to which they would be subjected during ILPT operation. Consider
the single floating bearing. The author applied the bearing pre-load to the single bearing,
therefore immediately prior to ILPT operation (see Section 3.1.3) the turbine was rotating at
6,500 rpm, with a 10 kN load applied across the bearing. During ILPT operation bearing load

remained constant as the bearing outer race floated whilst turbine speed increased to 9,800

rpm.

Now, consider the tandem bearing set. As soon as an ILPT run commenced, the
author applied turbine disc and gas loads (see Section 4.1.1) which increased the load on the
bearing set from the 10 kN pre-load to 45.9 kN (from 5 kN to =23 kN per bearing). The
author assumed that bearing load remained constant during ILPT run time, as turbine speed
rose from 6,500 rpm to 9,800 rpm. At the end of an ILPT run, gas loads fell to zero;
therefore, load on the bearing set returned to the pre-load value of 10 kN. Table 4.3 below

summarises bearing speeds and loads during ILPT operation.

The author ran the SKF prediction code BEARCENT with the bearing loads
corresponding to pre-run, run start, run end and post run conditions. BEARCENT calculated
the bearing inner and outer race contact angles and contact loads from the bearing geometry,

applied bearing axial load and rotational speed (from which he calculated centrifugal load).
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Table 4.3
Bearing loads during ILPT operation
ILPT run Single floating bearing Bearing from the Tandem set
ate Bearing load Turbine speed Bearing load Turbine speed
Pre run 10 kN 6,500 rpm 5kKN 6,500 rpm
Run start 10 kN 6,500 rpm 23 kN 6,500 rpm
Run end 10 kN 9,800 rpm 23 kN 9,800 rpm
Post run 10 kN 9,800 rpm S5 kN 9,800 rpm

The author then calculated the deformation of the bearing balls and inner and outer races
under applied contact loads and then recalculated bearing inner and outer race contact angles
and loads for the modified geometry. In this way, BEARCENT iterated until input contact
angles matched output contact angles, and the solution could therefore be considered to have
converged. Table 4.4 shows tabulations for predicted inner and outer race contact angles and
loads for the four run states shown in Table 4.3. To aid interpretation of Table 4.4, Figure 4.5
illustrates the BEARCENT prediction of contact angles and loads for the pre-run loading of

the bearing system.

Table 4.4
Bearing contact angles and forces during ILPT operation

ILPT run Single bearing Bearing from the Tandem set
State
Inner race Outer race
Inner race contact | Quter race contact
contact contact

Angle | Force | Angle | Force | Angle | Force Angle Force

Prerun | 54.8° | 577.6 N | 40.4° | 525.8 N | 59.4° | 2678 N | 33.0° 4229 N
Run start | 54.8° | 577.6 N | 40.4° | 525.8 N | 52.0° | 13374 N | 453° | 1481.7N
Runend | 61.1°| 536.5N | 31.7° | 889.9N | 55.8° | 1268.4 N | 40.9° | 1600.6 N

Postrun | 61.1°| 536.5N | 31.7° | 889.9N | 65.7° | 257.5N | 21.3° 645.8 N
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BEARCENT also calculated the size of the ellipsoid of contact between bearing ball and
inner race. Using the width of the ellipsoid of contact, contact angles and bearing geometry,
the author calculated the angular extremity of the ellipsiod of contact, A (see Figure 4.4).
Truncation occurred if A was greater than 70°, the angle at which the extremity of the
ellipsoid of contact would override the bearing inner race shoulder. The author did not predict
truncation would occur under pre-run, run start, run end or post run conditions for either the

single or tandem bearings.

The dynamic analysis of the turbine module bearing system performed using
BEARCENT predicted bearing contact angles would remain low enough to prevent
truncation of the bearings during ILPT facility operation, indicating the bearings were
suitable for use in the turbine module. One can calculate bearing cage/shaft speed ratio from
bearing contact angles and loads. Section 4.1.3 describes the methods for calculating bearing

cage/shaft speed ratio.

4.1.3 Bearing cage/shaft speed ratio

The author predicted the inner race contact angle variation during ILPT facility operation (see
Section 4.1.2). It remained sufficiently low at all conditions to prevent truncation occurring.
A second consideration when analysing a bearings dynamic performance is bearing
cage/shaft speed ratio. We can define cage/shaft speed ratio as the angular velocity of the
bearing cage holding the balls, divided by the angular velocity of the bearing inner race
which we derive from bearing geometry. We can more readily measure cage/shaft speed ratio
(see Section 4.1.7) than contact angles. A predicted cage/shaft speed ratios that matches
closely measured cage/shaft speed ratio is a good indicator that bearing contact angles are as
predicted, and therefore truncation is not occurring. As such cage/shaft speed ratio can be

used as a proxy for contact angle.
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The author predicted the acceleration of the turbine during ILPT facility operation
(see Section 3.3.2) at approximately 1,600 rads/s”. At accelerations above 300 rads/s’, the
SKF General Catalogue (1981) warns that bearing skidding may occur. The Catalogue
defines bearing skidding as gross slippage of the bearing cage relative to the inner raceway.
Skidding occurs at high accelerations due to the inertia of the bearing cage and ball set. In
essence, the bearing inner race accelerates (as it is attached to a shaft which is accelerating)
so rapidly that the inertia of the bearing cage and ball set prevents it from accelerating
quickly enough to keep up with the inner race. Consequently, the balls cease to roll on the
inner race and slip, resulting in severe frictional heating of the bearing and their ensuing rapid
failure. When skidding of a bearing occurs, cage/shaft speed ratio of the beating falls below
the predicted level for pure rolling of the balls. Therefore, the author considered a prediction
of cage/shaft speed ratio vital in order to ascertain whether bearing skidding was occurring

during ILPT facility operation as a consequence of the high accelerations.

The author used the SKF code BEARCENT to predict cage/shaft speed ratio for the
four run states which are in Table 4.3. The author made two predictions by making two sets
of assumptions about the bearing balls’ rolling axis. The first assumed "outer race control" of
the balls and constitutes an upper limit of expected measured cage/shaft speed ratio. The
second assumed "combination race control" of the balls and constitutes a lower limit of

expected measured cage/speed ratio.

One can visualise the outer race control method of calculating cage/shaft speed ratio
by considering bearing ball geometry, Figure 4.6. The bearing balls are held in place relative
to one another in a cage. During normal bearing operation, the bearing inner race rotates at
the angular velocity of the shaft, the outer race remains stationary and the balls roll between
the two. The balls will roll about an unknown axis of rotation with angular velocity o, in
addition to the rotation, n, about the bearing centre line. Rotation about the bearing centre line
gives rise to centrifugal forces which result in the outer race contact load being higher than

the inner race contact load (as Figure 4.5 illustrates). Therefore, the outer race principally
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determines the ball’s rolling axis contact angle. Once the author predicted the outer race
contact angle (using the code BEARCENT, see Section 4.1.2), he could derive the bearing
cage/shaft speed ratio from the bearing geometry. Engineers name cage/shaft speed ratios

calculated in this mannor outer race controlled cage/shaft speed ratios.

Falcon and Andrew (1969) found the combination race control method of calculating
bearing cage/shaft speed ratio in closer agreement with measured cage/shaft speed ratios than
the outer race control method for bearings where the inner race contact load was of a similar
magnitude to the outer race contact load. Consider a bearing ball rotating between inner and
outer races where inner and outer contact loads are similar, Figure 4.7. There must be slip of
both contact points as neither is coincident with the ball axis of rotation. The inner and outer
race slip induces moments M,; and M,,, which oppose each other. The code BEARCENT
assumes no spin of the ball; therefore, M, and M,,, are equal and opposite. BEARCENT
assumes the moments proportional to contact point load and width of the ellipsoid of contact
at each contact point. Therefore, BEARCENT is able to calculate the angle ¢, Figure 4.7, that
equilibrium requires. Once a ball axis of rotation is astablished, one can derive the bearing
cage/shaft speed ratio from bearing geometry. For normal operation of a bearing, one can
expect reasonably the actual cage/shaft speed ratio no less than the combination race control

prediction and no more than the outer race control prediction.

The author utilised the SKF code BEARCENT to predict outer race controlled and
combination race controlled cage/shaft speed ratios from predicted inner and outer race
contact angles, loads and ellipsoid of contact widths. Table 4.3 shows the four ILPT run-state
predictions and Table 4.5 presents the predicted cage/shaft speed ratios. The author predicted
ILPT run time (see Section 3.3.2) at 213 ms and used it in conjunction with predicted
cage/shaft speed ratios to construct a predicted bearing cage/shaft speed ratio during ILPT

facility operation.
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Table 4.5
Bearing cage/shaft speed ratios during ILPT operation

ILPT run Outer ring control Combination ring control
State C/S speed ratio C/S speed ratio
Single bearing Tandem bearing Single bearing | Tandem bearing
Pre-run 0.469 0.489 0.462 0.469
Run start 0.469 0.463 0.462 0.461
Run end 0.495 0.470 0.472 0.463
Post run 0.495 0.546 0.472 0.507

Outer and combination race control predictions for the single bearing, Figure 4.8, illustrate
how increasing turbine speed results in an increase in ball centrifugal load with a
corresponding reduction of outer race contact angle and, therefore, an increase in cage/shaft
speed ratio. The prediction of cage/shaft speed ratio for a bearing in the tandem set adopts a
stepped form due to the application of turbine blade and disc axial gas loads, Figure 4.9. The
outer race contact angle increases as the axial loads apply as the radial centrifugal load
becomes a lower proportion of the total applied load, resulting in a step drop in cage/shaft

speed ratio.

The author instrumented the bearing system (see Section 4.1.7) in order to measure
the cage speed of the single bearing and the tandem pair’s upstream bearing. The author also
measured turbine speed in order to derive bearing cage/shaft speed ratio for each ILPT run
during facility commissioning (see Chapter 6). Measured cage/shaft speed ratio for the single
bearing during ILPT Run 6384 fell between outer and combination race control predictions,
Figure 4.10, giving confidence that the bearing was not skidding and that there was no
truncation. The measured cage/shaft speed ratio of the upstream bearing of the tandem pair,
Figure 4.11 was 2.2% lower than the combination race control prediction during ILPT run

time, giving rise to an initial concern that the bearing might be skidding slightly. During the

-53 -



course of a short experimental programme (reported in Chapter 7) run to run variations in
cage/shaft speed ratio were large enough, Figure 4.12, to give confidence that the tandem pair

bearing was not skidding.

Stirling (1969) tested the bearings utilised in the turbine module design in a steady
state rig by measuring bearing cage/shaft speed ratio over a comparable speed and axial load
range to that relevant to the turbine module, Figure 4.13. The author found that his
predictions and measured data of the nominal cage/shaft speed ratio of 0.45 were in broad

agreement with Stirling’s. This was a useful independent confirmation.

Overall, the author considered the bearings suitable for use in the turbine module in
the proposed configuration. He did not predict bearing truncation under any of the ILPT
facility run states. Measured cage/shaft speed ratios gave confidence that bearing skidding

did not occur, despite the turbine’s high acceleration during ILPT operation.

4.1.4 Bearing pre-load

The turbine module bearing system required pre-loading to avoid bearing skidding
immediately prior to and after ILPT facility operation (see Section 4.1.1). The author
designed the bearing system with a 10 kN axial pre-load applied to the outer race of a single
‘floating’ bearing, then on to the matched bearing pair via a spacer, Figure 4.3. The author
had to apply the pre-load to the floating bearing outer race within the limited available space

in the bearing system.

The author identified Belleville washers as a suitably compact means of applying
axial load. He incorporated a circumferential ring of six sets of Belleville washers in double
parallel quadruple configuration, Figure 4.14, into the bearing system, Figure 4.3. He
experimentally determined the load/deflection characteristics of a set of Belleville washers,

Figure 4.15. The author found Belleville washers’ load deflection characteristics in
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reasonable agreement with the manufacturer’s specification, with the exception of some

hysteresis in the experimentally measured characteristics.

When fully assembled, the bearing system retaining flange was 10 mm from the
bearing sleeve. The undeflected height of the Belleville washers was 12.6 mm; therefore,
assembly of the bearing system resulted in a 2.6 mm compression of the Belleville washers,
resulting in an 8 KN pre-load, Figure 4.15. The author achieved the required 10 KN pre-load
by fitting a 0.3 mm plain washer under the Belleville washers to increase their deflection to

2.9 mm.

4.1.5 Carbon face seals

The author isolated the bearing system from the working section using Pioneer Western
CAX5500/3 carbon face seals. Carbon face seals upstream of the single bearing and
downstream of the matched bearing pair, Figure 4.3, prevented oil escaping from the bearing
cavity and contaminating the working section. The carbon face seals are spring loaded,
exerting a force of 130 N against the seal guide rings. Wallace (1988) investigated the seal
contact load results in a seal power loss and derived a relationship for the retarding torque, Js,

of a carbon face seal,

J :K_Fv'_Dm
2

where Kk = seal coefficient of friction
D,, = seal mean diameter

F, = total seal closing force

The carbon face seal retarding torque was 1.13 Nm. One can calculate power loss from the

retarding torque,
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P =Jn
Pr=0.77 kW @ 6,500 rpm
P =118 kW @ 10,000 rpm

The bearing coolant oil would remove some of the heat generated by the seal; however, the
bearing housing on which the seals are mounted would absorb most of it. Therefore, the
author neglected carbon face seal power loss during calculation of the bearing coolant oil

temperature rise.

4.1.6 Oil system and supply
The bearing system design (see Section 4.1.1) called for an oil system supplying 4.5 1/min to

the bearings through oil jets. The author conceived a twin oil jet arrangement to supply oil to
the three bearings, Figure 4.16. The first oil jet (Injector 2) supplied oil to the single bearing
and the upstream bearing of the matched pair. A second oil jet (Injector 1) supplied the
downstream bearing of the matched bearing pair which was mounted in a small annular

cavity between the single and matched bearing pair, Figure 4.3.

The bearing system design required oil cooling the downstream bearing of the
matched bearing pair to pass through the bearing pair to reach the oil drain, situated between
the single and matched bearing pair. Rolling element bearings act as a centripetal pump due
to rotation of the bearing balls about the shaft centre line, and their own axis of rotation.
Consider the matched bearing pair, Figure 4.17. Pre-load applied to the inner race results in
contact points A, B, C and D. The rotation of the balls results in point AB and CD forming an
’equator’ with corresponding ’poles’ which constitute the axis about which the balls rotate,
with angular velocity ®. Bearing balls also rotate about the shaft centre line which gives rise
to a centripetal force. Oil on the bearing’s balls is thrown radially outward by the centripetal
force. Rotation of balls about their own north-south axis results in oil on a ball at point P,

carried from P; to P,, as the ball rotates. At point P}, the centripetal force due to rotation of
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the ball about the engine centre line will force the oil towards the 'north pole'. Oil moving
towards the ball's ‘north pole’ will result in a net movement of oil through the bearings from

right to left.

Bilstern (1982) investigated the pumping effect of rolling bearings and established an

empirical method for predicting ¢, the volume flow rate through a rolling element bearing,

.  H s _
q—QH{I —HQOfH(V)}fH(V) 60,000  I/min .42

ZD* |xn| D n 3
=0.1zld D _ - —|1-—Ycosa, |—— m'/s
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v)=1.023-38.33x10"y
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where H = 0 (head against which the bearings pump)
dy = 161.9 mm (mean bearing diameter)
D = 19.05 mm (bearing ball diameter)
Z = 22 (number of balls per bearing)
ag = 40° (nominal outer race contact angle)
K; =0.75 (for ball bearings)
[ =15.24 mm (roller length, 80% of ball diameter)
n = shaft speed in rpm
v = lubricating oil kinematic viscosity, mm’/s
p =900 kg/m’ (lubricating oil density)
g = 9.81 m/s’ (gravitational acceleration)

Therefore  Q,,_, = 6.5x107° n’

H,,=507.43x10" n’
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The bearings are pumping against zero head; therefore, the head against which the
bearings pumped, H, was zero. By assuming the oil temperature to be 20°C (ambient), the
author was able to find oil viscosity, v, from the oil manufacturer’s data sheets. Oil viscosity
was 55 mm?/s at 20°C. Using Equation 4.12 a turbine speed of 62 rpm is required to induce
an oil flow rate of 1.5 I/min, Figure 4.18. At shaft speeds above 62 rpm, the bearings would
pump a mixture of oil and air as they try to pump more than 1.5 1/min. At shaft speeds below
62 rpm, the cavity would fill with oil. Oil Injector 1 cavity, Figure 4.3, crucially required low
oil pressure as a pressure greater than 30x10° N/m?* would exert a force of greater than 130 N
on the carbon face seal (see Section 4.1.5) and therefore lift off the carbon face seal, allowing
cooling oil into the working section. Stimpson (1989) estimated the pressure required to pass
1.5 1/min through the tandem bearing set between 0.1x10° N and 1.0x10” depending on oil
viscosity. During facility commissioning (see Chapter 6), the author ran the bearing system
continuously for 10 minutes, with no rotation of the turbine shaft. The author found no oil
leaks from the carbon face seals, thus confirming that oil pressure in the Injector 1 cavity

never reaches a high enough pressure to lift off the carbon face seal.

The oil supply system was located in and around the turbine module’s core, making
an estimate of the length and diameter of oil ways possible at an early stage of the turbine
module design, Figure 4.19. The author assumed oil flow rate through the oil ways at 4.5
/min; however, where the system branches into two, to feed the oil jets, each oil jet was fed
with a different flow rate, the sum of which was 4.5 1/min. The author assumed head loss, Hj,
through each branch of the system equal as pressure difference across the tandem bearing set
was small, Figure 4.18 (pressure difference across the bearings was the head generated by the
bearings as they acted as a pump). By a consideration of the losses through each branch of the

oil system,

-58 -



I v} v’
H, =Z{f.g.#+1(.#}

where [ = length of oil way
d = diameter of oil way

v; = velocity of oil through oil way
64 .. . . .
f= Re (friction factor of laminar flow through oil way)
e

K = loss coefficient associated with sudden expansions bends and contractions

the loss through each branch of the oil system were equal when oil flow rate through EFG,
Figure 4.19, was 3.4 1/min and oil flow rate through HJK was 1.1 1/min. Using these flow
rates, one can calculate head loss through the entire oil supply and return oil ways. Head loss
through the supply oil ways was 3.3x10° N/m?, and 0.4x10° N/m’ through the return oil way.
During commissioning of the turbine module, the author pressurised the bearing cavity to
0.5x10°> N/m” to ensure good scavenging of the bearing cavity. With a bearing cavity pressure
of 0.5x10° N/m” and a head loss of 3.3x10° N/m’ through the supply oil ways, the author
predicted an oil pressure of 3.8x10° N/m” to deliver 4.5 /min of coolant oil. The author
measured oil pressure of 3.4x10° N/m’ and deliver rate of 5 l/min during facility

commissioning.

The oil system predicted head loss was acceptable; however, the split of oil between
the two oil jets resulted in the downstream bearing of the matched bearing pair receiving 1.1
1/min of coolant oil, not the Rolls-Royce plc recommended 1.5 I/min. In practice, the author
minimised this problem by running the oil system with a flow rate of 5 1/min, increasing flow
rate through the second oil jet to 1.26 I/min. A reduction of coolant oil flow rate to a bearing
will result in an increase in coolant flow temperature. The author repeated bearing power loss
calculations (see Section 4.1.1) with an oil flow rate of 1.26 I/min when he calculated the

predicted coolant oil temperature rise at 36 K. The SKF General Catalogue (1981)
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recommends a maximum coolant oil temperature rise of 80 K, so a 1.26 1/min oil flow was

acceptable.

From a knowledge of the air motor’s performance (used to drive the turbine to its re-
run speed, see Section 4.2) and bearing power loss, the author estimated the time it takes to
spin the turbine to its pre-run speed, Figure 4.20. The author also estimated the time it takes
for the turbine to spin down from its post run speed under the action of bearing, carbon face
seal and disc windage loss (see Section 4.2). It took six minutes to accelerate the turbine to its
pre-run speed and decelerate from its post run speed. The author considered an oil supply
system capable of delivering 4.5 I/min of oil for approximately double the expected total run
time desirable. The author devised an oil flow system similar to Doorly’s (1983), Figure 4.21,
which incorporated 50 litre reservoir and drain tanks giving eleven minutes operating time.
Once the reservoir emptied, the author used a rotary pump to refill the reservoir. He fitted the

reservoir with an audio alarm, which sounded when 10 litres (= 2 minutes) of oil remained.

4.1.7 Bearing system instrumentation

The author constantly monitored the bearing system performance whilst spinning the turbine.
Critical bearing system parameters were: bearing temperature, cage/shaft speed ratio and
vibration level. The author incorporated thermo-couples into the bearing system over each
bearing, Figure 4.3, and in the oil return line. During facility commissioning (see Chapter 6),
the author monitored bearing temperatures and shut down the turbine air motor air supply if

bearing or oil exit temperatures exceeded a temperature rise of 80 K.

Bearing design calculations (see Section 4.1.3) predicted bearing cage/shaft speed
ratios for pure rolling of the ball bearings. By monitoring bearing cage speed and turbine
speed, the author calculated bearing cage/shaft speed ratios. The author measured cage/shaft
speed ratio by mounting 5 mm lengths of 1.0 mm diameter steel rod into the bearing cage of

the single bearing and the upstream bearing of the tandem pair. He mounted inductive
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proximity detectors in the bearing housing to detect the passing of the rods, enabling him to
calculate cage speed. Limited space around the downstream bearing of the matched bearing
pair prevented the mounting of an inductive proximity detector so the author could not
measure the bearing cage speed. The author matched the bearing pair, splitting loads evenly
between them. Cage/shaft speed ratio for the upstream bearing of the pair, therefore, should

be identical to the downstream bearing.

A velocity transducer mounted over the matched bearing pair measured velocity of
the bearing housing. The International Standard IS0 2372 (1974) specifies limit values for the
vibration severity of machines, using root mean square velocity as a significant parameter for
characterising vibration severity. ISO 2372 prefers bearing housing and machine mounting

points as measurement locations.

The ISO standard gives example limits for six machine classes. Table 4.6 provides the

limits for the class which applies to the turbine module.

Table 4.6
1L.S.0. Standard 2372, mechanical vibration of machines
BALANCE QUALITY VIBRATION LEVEL
Precision quality < 1.8 mm/s
Commercially acceptable 1.8-4.5 mm/s
In need of attention 4.5-11.2 mm/s
In need of immediate attention 11.2—-28 mm/s

Lifshits et al. (1986) studied vibration limits of rotating machinery and proposed vibration
severity limits based on statistical and consensus evaluation of vibration and failure data for
many operating units. Table 4.7 provides Lifshits et al’s vibration limits which apply to the

turbine module.

-61 -



Table 4.7
Vibration limits of rotating machinery
from LIFSHITS et al. (1986)
BALANCE QUALITY VIBRATION LEVEL
No fault < 1.6 mm/s
Acceptable 1.6 — 3.2 mm/s
Marginal 3.2—-6.3 mm/s
Failure probable 6.3—12.7 mm/s
Danger of immediate failure > 2.7 mm/s

During operation of the turbine module, the author adopted vibration severity limits of up to 4
mm/s for normal operation and 10 mm/s for immediate shut down. Vibration levels of 4-10
mm/s required balancing the turbine to reduce the turbine’s residual unbalance and therefore
reduce vibration levels to below 4 mm/s. Primary responsibility for the balancing of the

turbine module rotating system lay with Dietz (1988).

4.2  TURBINE AIR MOTOR
4.2.1 Power requirement

The turbine required a motor that could spin its pre-run speed of 6,500 rpm (see Section
3.3.2) prior to ILPT operation. During commissioning trials (see Section 6.4), the author ran
the turbine to its post run speed of 10,000 rpm to establish the rotating system’s dynamic
performance. Before the author could select a suitable motor, he required a power estimate.
He predicted bearing and carbon face seal losses at 2.9 kW and 0.77 kW respectively at 6,500
rpm and 4.25 kW and 1.18 kW at 10,000 rpm (see Sections 4.1.1 and 4.1.5).
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An additional loss for a motor to overcome was disc windage. Lawson (1970)
investigated B22 turbine windage loss and established an empirical correlation for windage,
P =4.0x10"p U’d’ - 413

where p = 1.225 kg/m’, density @ atmospheric pressure
d = 0.56 m, disc diameter
U = 190 m/s, disc rim speed @ 6,500 rpm

The author conducted initial commissioning trials at turbine speeds up to 6,500 rpm at
atmospheric working section pressure, to allow ease of access to the working section.
Equation 4.13 gives a calculated windage loss at 6,500 rpm and atmospheric working section
pressure of:

P, =10.62 kW

One can repeat the above calculation at 10,000 rpm and atmospheric working section
pressure,

P, =46.30 kW

A 46.30 kW windage loss was unacceptably high, but could be reduced by evacuating the
working section prior to high speed commissioning trials. The author could readily attain a
vacuum of 0.1 atmospheres in the turbine module. A ten fold density reduction produced a
corresponding windage power loss reduction to 4.63 kW. Total turbine power loss at 6,500
rpm and atmospheric working section pressure was the sum of bearing, carbon face seal and
windage losses,

P =1429 kW

Similarly, we can calculate turbine losses at 10,000 rpm and 0.1 atmospheres,

P, =12.06 kW

The worst case condition was, therefore, spinning the turbine to its pre-run speed with
atmospheric pressure in the working section. In order to ensure the rotating system’s rapid
acceleration, and therefore short total facility operation time, the author recognised as
nesessary a motor capable of producing more power than that required for steady state

operation (see Section 4.2.2).
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4.2.2 Design considerations

The author considered electric motors which were large compared to the available space
within the turbine module core. The author did not favour the concept of mounting the motor
outside the turbine module and driving the turbine through a radial shaft and gear box due to

the potential alignment problems associated with leading a shaft into the turbine module core.

Hilditch (1989) described the turbine shaft, designed to carry signal conditioning
circuits, which could have been susceptible to noise generated by the rotating coils and
magnets of a large electric motor. This, coupled with the problem of physically fitting an
electric motor into the turbine module core, led Heditch to look for another method of driving

the turbine.

Air motors are purely mechanical devices, and are physically very compact compared
to electric motors of equivalent power. Low power, or "model" air motors are available, and
engineers generally use them for applications where space is very limited. Manufacturers
produce model air motors in small numbers for a specialist market which are correspondingly
expensive compared to higher power, but larger air motors. The smallest air motor available,
without resorting to model air motors, produced 40 kW at 6,500 rpm and was physically
small enough to fit into the turbine module’s core (with some modification of its casing),
Figure 3.2. The air motor was capable of a wide operating envelope, producing up to 110 kW
at 36,000 rpm, Figure 4.22, so it was clearly substantially underutilised to overcome
estimated losses. However, limiting the pressure difference across it could reduce air motor
power. By limiting air motor differential pressure to 1.5x10° N/m?, the author estimated time
to spin the turbine up to its pre-run speed (from air motor performance characteristics, Figure
4.22, and calculated power losses) at four minutes, Figure 4.20. The author calculated a
further two minutes for the turbine to spin down from its post run speed under the action of
bearing, seal and windage losses. By designing an air supply that could provide the air motor
with a differential pressure of up to 10x10° N/m?, which could be regulated down to the

lower levels envisaged, the air supply could provide flexibility to increase air motor power if
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required (to drive through an unforeseen turbine module natural frequency, for example).
Power and cost considerations resulted in the author’s decision to incorporate a high power

air motor into the turbine module.

The author designed an air supply system capable of supplying air to the air motor at
10x10°> N/m” (see Section 4.2.4) after consideration of the pressure losses incurred ducting air

into and away from the module core.

4.2.3 Air ducting through the turbine module
The design of the AGV (see Section 4.3) was such that the turbine module core was

supported from thirty two radial struts with the implication that the air motor inlet and exit air

supply must route into and out of the core via the struts.

Inspection of the AGV struts (see Section 4.3.1), indicates the practicality of a
maximum hole diameter through the upstream strut section of 20 mm and 12 mm through the
downstream strut section. Of the thirty two AGV spokes, twenty four of the downstream, and
twenty six of the upstream section were available for the inlet and exhaust ducting of the air

motor’s air supply, Figure 3.2.

Air fed to the air motor through the twenty four holes in the downstream strut section,
and exhausted through the twenty six holes in the upstream section. From the air motor
performance characteristics, Figure 4.22, the author found power and driving air volume
flow rate for any given turbine speed and driving air inlet pressure. The motor required an
estimated 14.29 kW to maintain 6,500 rpm which require 10 standard m*/min of air at 2.0x10’
N/m?, therefore requiring a flow rate of 5 m® /min (one standard m® of air is one m® at 1x10°
N/m* and 25°C). By assuming ambient temperature at 298 K (25°C), one can calculate the
speed of sound from which air motor inlet and exhaust flow Mach numbers can also be

calculated,

-65 -



a =.)RT
a =346 m/s

Flow rate ¢ =5 m’*/min = 0.083 m’/s

For twenty four 12 mm diameter holes area, A = 2.73x10° m*
Lo _4
flow velocity v, = —
A
v, =30 m/s

Inlet Mach number M = Vi
a

M =0.09

Similarly for the exhaust M = 0.06

The use of twenty four feed and twenty six exhaust lines to and from the air motor through
the spokes of the AGV ensured that velocities at the predicted flow rates were low,
minimising pressure loss through them. Low velocities through air motor supply and exhaust
lines also ensured volume flow rate could increase substantially without compressible effects

becoming significant.

4.2.4 Air supply and control
The high pressure air supply available within the Osney Laboratory provides air at 27x10°

N/m?. This has to be regulated down to 10x10° N/m?, the maximum air motor inlet pressure.
The author identified a Class C4 25 mm pressure regulator, manufactured by IMI Bailey
Birkett Ltd, which could regulate up to 27x10°> N/m?, down to 10x10°> N/m? and pass between
0 and 46 m’/min. The pressure regulator specification met, or was in excess of, the air motor

requirements estimated in Section 4.2.3.
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The Class C4 pressure regulator’s mode of operation introduced pressure fluctuations
into the air supply downstream of the regulator. Pressure upstream of the regulator on the
regulator valve was balanced by downstream pressure and a spring. When the force closing
the valve due to the spring and downstream pressure equalled the force opening the valve due
to upstream pressure, there was no flow through the regulator. When downstream pressure
fell, due to the air motor accepting mass flow, higher upstream pressure forced open the
regulator, creating flow. When downstream pressure rose sufficiently, the valve closed again,
until the downstream pressure once again fell sufficiently to cause the cycle to repeat. The
author overcame pressure fluctuations due to the ‘puffing’ action of the regulator by
incorporating a 1.5 m’ settling tank downstream of the regulator, Figure 4.23. The settling

tank provided the air motor supply; it did not come directly from the regulator.

Air motor air supply calculations (see Section 4.2.3) lead to a total of twenty four
separate feed pipes to the air motor. The author constructed a manifold that fitted under the
turbine module, accepting a single 50 mm bore line from the settling tank and radiating
twenty four 25 mm bore air supply lines to the turbine module. By keeping air supply lines

large, velocity in them remained low to minimise pressure loss.

The twenty six air exit lines through the first AGV section feed into an annular
manifold, Figure.3.2. The author tapped the annular manifold at two locations on each side of
the turbine module, with adaptor fittings connecting the manifold to two 100 mm bore
exhaust pipes. He then fitted the exhaust pipes to a 0.6 m diameter, 1.2 m long acoustic

diffuser. The acoustic diffuser silenced the exhaust which was otherwise unacceptably noisy.

The air motor air supply system, Figure 4.23, linked into the turbine module control
system. Hilditch (1989) is primarily responsible for the turbine module control system. Her
turbine control programme operated three valves in the 50 mm bore air supply line. The
control valve, Figure 4.23, opened in 2% increments, allowing for adjustment of mass flow

into the air motor. The control programme monitored bearing temperature, cage/shaft speed
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ratio, oil supply level and vibration level (see Section 4.1.7), turbine rotational speed and slip-
ring coolant temperature. If any of the monitored parameters strayed outside limits preset in
the control program, the programme automatically closed the air admittance valve and
opened a vent, shutting off the air motors air supply. A pressure switch fitted in the 50 mm
bore line which was set to close the air admittance valve and open the vent independently of
the control programme if line pressure exceeds 10x10° N/m”. Additional pressure relief valves
were fitted to both the settling tank and supply line, set to operate at 10x10° N/m” as a final

safety precaution.

During commissioning trials of the turbine module (see Chapter 6), the air supply and
exhaust system servicing the air motor performed reliably over the course of approximately
five hundred spinning runs. The air supply enables the air motor to drive the turbine to its
pre-run speed prior to ILPT facility operation in the manner envisaged during initial design of

the turbine module.

4.3 DEVELOPMENT OF THE ANNULAR GATE VALVE AND INLET DUCT
4.3.1 Design requirements

The primary requirement of the Annular Gate Valve (AGV) was to separate the ILPT pump
tube from the working section until the required point during ILPT facility operation when it
would open to allow test gas to flow from the pump tube into the working section. Prior to
ILPT facility operation, pressure upstream of the AGV would be 8.02x10° Pa, with the
working section evacuated. The AGV was, therefore, required to withstand the differential
pressure and seal to vacuum. As the turbine module working section was annular, it required

an annular valve.
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Schultz et al. (1977) originally developed the ILPT facility, incorporating a two
dimensional cascade of airofoils into its working section. When fitted with a two dimensional
cascade of aerofoils, Schultz et al. (1977) was able to utilise a slide value to separate the
ILPT pump tube and working section. The slide valve was fitted with a pneumatic actuator
which would open it in 40 ms, at the desired time during ILPT facility operation. The
pneumatic actuator was held in the 'valve closed' position using a perspex cylinder and
compressed air applied to one side of the actuator to open it, with only the integrity of the
perspex cylinder keeping it shut. At the required point during ILPT facility operation, a small
explosive charge destroyed the perspex cylinder allowing the slide valve to open. This mode
of operation had proved reliable, and the required trigger mechanism already existed. The
author therefore considered desirable an annular valve utilising the same concept as the slide

valve that would open in a similar time.

In addition to separating the ILPT pump tube and working section, the AGV needed
to provide a mounting face for the bearing assembly and, therefore, support the entire rotating
system. The bearing oil system required 4.5 1/min of oil to duct into and away from the
bearings, as well as the monitoring and controlling of the bearing cavity pressure. The AGV
design was, therefore, required to provide a rigid mounting for the bearing system that could

also supply bearing services in addition to separating the pump tube and working section.

The air motor design required the air motor to situate on the turbine module centre
line, upstream of the bearing system. The AGV design was, therefore, required to
accommodate the air motor and duct air into and away from it. Due to the air motor requiring
large air supply volume flow rates (see Section 4.2.2), the author recognised the air motor air

supply comprised a significant factor in the AGV design.
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The AGV concept was of two fixed annular rings with radial slots, forming the fixed
upstream and downstream sections of the AGV, Figure 4.24. Between the up and downstream
sections was a centre section that was free to rotate. The centre AGV section contained radial
slots which could rotate so that they were either in line with, or blocking, the radial slots in
the up and downstream AGV sections. By rotating the AGV centre section it could, therefore,

block the flow of test gas, or allow it into the working section.

The upstream section of the AGV provided the surface upon which the piston in the
pump tube came to rest at the end of ILPT operation. The strut leading edges incorporated a
flat consisting of 44% of axially projected strut area, which provided the support over the
piston front face to withstand worst case differential pressure and deceleration loads. Allen

(1988), primarily responsible for the current piston design, reports this fully.

An AGV concept utilising fixed upstream and downstream sections enabled the
author to use the spokes between radial slots to duct bearing and air motor services into the
turbine module core. The downstream AGV section provided the required bearing system
mounting. The author accomplished rotation of the AGV centre section using two pneumatic
actuators, therefore employing the same principle utilised in the two dimensional cascade

slide valve, and consequently, the same trigger mechanism.

When designing the AGV, the number of radial holes (or radial spokes) was a free
variable. The B22 turbine contained thirty six vanes in a ring upstream of the rotor. To avoid
valve spoke wakes carrying through the vanes in a circumferentially periodic manner, the
number of struts, n, could not be equal to, or an integer divider of thirty six (the number of
vanes); therefore, 36/n could not be an integer. A C.N.C. milling machine machined the AGV
sections. So as to facilitate ease and accuracy of programming, the number of degrees of
rotation from one strut to the next had to be a real number. Thirty two struts gives an angular
rotation from one strut to the next of 11.25°, which fulfilled the above requirements. Air

motor air supply calculations (see Section 4.2.2), indicated that the required volume flow rate
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of air for the air motor could duct into and away from the air motor through twenty four and
twenty six struts respectively; therefore, thirty two struts was acceptable. The actuator stroke
required to open the AGV with thirty two spokes was 35 mm, similar to that of the two
dimensional cascade’s slide valve which had opened reliably in 40 ms. The final AGV
design, Figure 4.25, fulfils the design requirements, utilising two pneumatic actuators to open

the valve and provide the required mounting and services to the air motor and bearing system.

4.3.2 Model testing of the annular gate valve
When fully open, the AGV concept requires at least 50% flow blockage to close the valve. In

practice, the required overlap for ’0’ ring grooves between rotating and stationary parts of the
valve results in 64% blockage at the inner annulus. High blockage through the centre section
of the AGV required high diffusion rates through the downstream section as the author could
not increase inner annulus radius or reduce sufficiently the outer radius to eliminate diffusion.
The author identified the aerodynamic design of the whole valve and inlet duct at an early
stage in the turbine module’s design as a potential problem area involving undesired flow

separation.

In order to investigate flow through the AGV and inlet duct, the author built and
tested a full size two dimensional linear wooden model with seven struts at the correct
velocity, but one third Reynolds number (limited by the wind tunnel). As peak blockage was
at the inner annulus, the author modelled struts on 10% height strut sections to allow

investigation of the strut hub region.

Diffusion rate through the downstream AGV section was reduced by adding a 50 mm
strut trailing edge extension, Figure 4.26, resulting in an area ratio of 1:1.68 through a 115
mm AGYV diffusion length at the hub. The outer annulus diameter at the start of the valve
needed to match the pump tube bore diameter. The pump tube bore diameter was 50 mm

larger than the B22 turbine vanes outer diameter. Diffusion rate through the AGV
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downstream section was reduced by blending the pump tube bore diameter into a parallel
inlet duct through the AGV downstream section. The inner annulus reduced to as low a
diameter as possible, the air motor mounting, Figure 3.2, making the minimum diameter 16
mm less than the vane inlet duct diameter. The author used the available 8§ mm increase of
radius through the AGV downstream section to reduce inner annulus diffusion rates. The
outer annulus contraction started and finished with ellipses to avoid discontinuities in
curvature in the outer annulus line. The AGV front face blended into the valve inner annulus

wing a 2:1 ellipse, the major axis the length of the upstream valve section.

The author painted the model matt black and fixed "tufts" (five millimeter long white
cotton strands) to the inner annulus, outer annulus and struts. The tufts clearly indicated
reversed flow through the downstream AGV section on the inner annulus. Flow reattached to
the inner annulus approximately 100 mm downstream of the strut trailing edge plane. The
author concluded that diffusion rate through the downstream vane section was too high,
resulting in a large separation bubble that started at the onset of diffusion and reattached 100

mm downstream of the strut trailing edge.

The author tested the AGV design model with the least diffusion through the
downstream section possible within the limitations of the turbine module design. Diffusion
rates through the downstream AGV section could reduce by lengthening the strut trailing
edge pieces; however, this would have reduced the length of inlet duct available for strut
wakes to mix out. Incorporating a "hump" into the inner annulus, Figure 4.27, reduced the
diffusion rate through the downstream AGYV section, designed to give a smooth diffusion rate

through the downstream valve section.
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The author modified the model to incorporate the inner annulus hump, and tufted
again. He tested the model at one third design Reynolds number, all tufts through the AGV
downstream section indicating attached flow. The tufts on the rediffusion section of the inner
annulus, whilst mostly pointing downstream, would intermittently reverse direction
indicating some transitory back flow. An 8° inner annulus diffusion angle caused the
diffusion rate along the re-diffusion section of the inner annulus. Sandborn and Kline (1961)
investigated turbulent boundary layer separation and concluded that for diffusion, angles of
less than 5° separation does not occur. This author’s efforts to eliminate separation on the
inner annulus by eliminating separation through the downstream AGV section resulted in

transitory back flow, similar to Sandborn and Kline’s observation.

After model testing of the second AGV design, the author received a quasi three
dimensional time marching finite volume fluid flow prediction code, Q3D, from Cambridge
University. He used the code to analyse the flow through the downstream AGV section for
the two designs model tested, and then to design a third. The code is inviscid, using a coarse
grid, Figure 4.28, to allow modification and quick reanalysis of passage geometry. Mach
number distributions over the inner and outer annulus for the first AGV design indicated
rapid, but reasonably smooth flow diffusion, Figure 4.29. Mach number distributions over the
inner and outer annulus for the second AGV design (incorporating the inner annulus hump)

indicated a reduction in diffusion, Figure 4.30, but local troughs and peaks in Mach number.

The author used Q3D to investigate numerous variations on the AGV downstream
section and inlet duct design. Design objectives were smooth, equal diffusion rates on the
inner and outer annulus. Requirements of a final design were reduced diffusion rates
compared to the first design and an inner annulus hump with a re-diffusion angle of less than
5°. The final design prediction, Figure 4.31, achieved the desired objectives through the use
of low angle straight lines. Any attempt to eliminate discontinuities in curvature through the
use of blending curves produced undesirable peaks in inner and outer annulus Mach number

distributions. The final prediction involves a redesigned inner annulus hump, Figure 4.32,
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which results in a final AGV and inlet duct design made up entirely of straight lines apart

from the inner annulus vane inlet contraction.

The author incorporated the redesigned inner annulus hump into the model that was
then tufted and tested. A stroboscopic light at frequencies from 1 Hz to 1,000 Hz illuminated
the tufts to help spot any momentary tuft reversal. There was no evidence of separation. The
author concluded that the flow attached with no evidence of steady state or transitory flow

separation.

During model testing of the first two AGV designs, the author conducted total
pressure loss and turbulence area traverses, to help interpret the tuft flow visualisation. With
the design of an AGV that did not produce separated flow, the author measured loss and

turbulence area traverses over three planes, Figure 4.33. The loss coefficient was,

P —-P
1 2 - 415
— Vv .
S PV

where P, = Total pressure at the reference point

P,, = Total pressure at the measurement point

1
5 o, v,2 = Dynamic head at the reference point

This definition of loss eliminated the effects of day to day variation in atmospheric pressure
and velocity in the tunnel, allowing the author to directly compare loss data measurements on
one day with those on another. The author chose the reference point as minimum total
pressure loss at the vane leading edge at the centre of plane 3, Figure 4.33. He used this
method to measure loss to mount a total pressure probe at the reference point where he
measured total and static pressure using water filled manometers, Figure 4.34. He connected

a third manometer to a total pressure probe in the measurement plane which moved from
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point to point over the traversing plane to enable calculation of loss at grid points. The author
calculated each point loss using measured water heights. Assuming Bernoulli’s equation,

1
Ep vl‘z :pwg[AHr _AHOI']

and Pgr_P[)m:pM/g[AHUm_AHor]

P,-P _pwg[AHom_AHor]
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2
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Once the author calculated loss for a nine by six grid of measurement points in each

measurement plane, he hand constructed contour plots of loss.

The author conducted turbulence level area traverses in the same three measurement
planes in which he measured loss, using a constant current hot wire anemometer. Using
King’s (1914) method, he used the hot wire anemometer output A.C. and D.C. voltages to

calculate turbulence level at each measurement point.

vi=A4, +Bv' (King’s Law) - 4.17

Taking logs of Equation 4.17 and differentiating,

2ﬂ: val(P—l)
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substituting Equation 4.17 into Equation 4.18,

ﬁ _ 2vdv

therefore = = )
v PO’ - 4,) +19

where v = hot wire D.C. voltage
dv = hot wire A.C. voltage
Ay = hot wire 'no flow' D.C. voltage

p = power to which velocity is raised in Kings Law

The author calibrated the hot wire against a pitot tube in steady flow in the tunnel he used to
model test the A.V.G. and inlet duct. He mounted the hot wire in the centre of plane one,
where turbulence level was low, and read D.C. voltages with one, two, three and four wind
tunnel fans switched on, Figure 4.35. King's Law breaks down at low flow velocities as it
assumes forced convection from the wire. Mee (1987) investigated the performance of
constant current hot wire anemometers and concluded that at atmospheric pressure, natural
convection from a hot wire was close to the forced convection that the author predicted, using
King's Law when extrapolated to zero velocity. Therefore, the author obtained a fifth hot wire
calibration point at zero velocity by placing the hot wire in a covered container and allowing

it to stand. He then measured the hot wire D.C. output voltage.

When using hot wires, Lomas (1986) recommends evaluating the calibration constant
Ay immediately prior to using the hot wire. This enables one to account for the effect of D.C.
drift of the hot wire. The author found the calibration constant Ax by placing the hot wire in a
closed container prior to use. The square root of the wire output voltage then gave the

calibration constant Ay.
Turbulence levels that the author measured at plane one, Figure 4.36, indicated

turbulence levels near the inner annulus characteristic of separated flow. Strut wakes were

"washing out" in plane two, with circumferentially uniform turbulence by plane three. The

-76 -



author plotted plane two turbulence data in its "raw" form, Figure 4.37, to show the density of

measured points from which he produced the contour plots.

Simpson et al. (1981a) investigated the velocity fluctuations in backflow and found
them of the same order as the free stream velocity. Simpson (1981b) defined incipient
detachment as 1% backflow occurring for time periods sufficiently small to prevent cotton

tufts responding to it.

Transient reversal of flow at the inner annulus will result in high loss in this region.
Measurements, located at plane one, Figure 4.38, indicated high loss at the inner annulus.
Strut wakes wash out (plane two) before the vane leading edge plane (plane three), giving a
reasonably circumferentially uniform distribution of loss at plane three. Loss was highest at
plane three on the inner annulus, indicating low momentum fluid (arising as a consequence of
the diffusion through the downstream AGV section) transported along the inlet duct to the
vane leading edge plane. As with turbulence data, Figure 4.39 plots the measured plane two

loss data its "raw" form.

Flow visualisation using cotton tufts gave no indication of flow separation through the
downstream valve section. The author used a second flow visualisation technique, painting a
mixture of titanium dioxide and paraffin on the gate valve struts in the model. When the
paraffin evaporated, streaks of titanium dioxide remained, forming a pattern of 'flow lines' on
the surface. This technique was similar to that of Stalker (1956) who concluded that the
direction indicated by 'streaks' was identical to that indicated by tufts. The resulting patterns
of titanium dioxide showed clear evidence of a separation line at the AGV strut trailing edge
blend line, Figure 4.40, with no similar separation lines on the strut itself, Figure 4.41. This

was further evidence that the flow was attached to the struts.

The author found a solution to the high turbulence levels on the inner annulus when

he fitted a fine wire gauze across the strut trailing edges. Engineers have used fine wire
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gauzes for many years in wind tunnels to reduce turbulence levels. Laws et al. (1978)
discussed a gauze pressure drop coefficient, k, that previous workers used as a means of
characterising a gauze, where k is,

AP

k=
l U?

\9)

where AP = pressure drop across the gauze

p = air density

U = mean gauze approach velocity
Dryden et al. (1947) suggested an optimum pressure drop coefficient of 2.8, concluding that
at this value of k, the gauze obtained a uniform exit velocity profile regardless of input
velocity profile. By fitting the gauze with a pressure drop coefficient close to 2.8, flow
downstream should have a uniform velocity, and therefore loss profile. The presence of fine
wire gauze would also reduce turbulence level. The author fitted gauze with a measured
pressure loss coefficient of 2.2 across the strut trailing edges in the AGV model and repeated
turbulence and loss area traverses in plane three, Figure 4.42 and 4.43. The effect on
turbulence level was dramatic, reducing it to a radially and circumferentially uniform

measured level of 2.5% + 0.5%.

Annand (1953) identified pressure loss coefficient, k, as a function of Reynolds
number and gauze porosity (where it defied gauze porosity as gauze open area divided by its
total area), and proposed an empirical correlation relating the three parameters. Kempson and
Watkins (1987) used the correlation of Annand, concluding that increasing Reynolds number
to its design value would not change the authors measured pressure loss coefficient of 2.2.
Kempson and Watkins continued the author’s work, measuring velocity and turbulence
profiles, Figure 4.44, at plane one, mid-way between strut trailing edges. The improvement in
flow characteristics as a consequence of the gauze was significant. After testing four different

gauzes covering a range of pressure loss coefficients and porosity, Kempson and Watkins
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concluded that the gauze the author first used was best suited for the turbine module. The

author therefore decided to fit a similar gauze to that model tested to the turbine module.

One can regard the AGV downstream section as a straight walled diffuser. Wilson
(1984) investigated the performance of straight walled diffusers and defined a pressure rise

coefficient Cpyin),

ch _Pz/
Corimy = 1 L2
2/0 I

where P, = Static pressure at diffuser entry
P, = Static pressure at diffuser exit

1
5'0 v,2 = Dynamic head at diffuser entry

The third section of the AGV had an inlet to exit area ratio of 1.68. By assuming
incompressible flow through the AGV, one can show that for an area ratio of 1.68,

Pc_Pd
1 2

—pv
2/)1

=0.65

Wilson considered the performance of a range of straight walled diffusers, plotting theoretical
pressure rise coefficient, Cpym), against measured pressure rise coefficient, Cpac), OvVer a
range of Reynolds numbers, Figure 4.45. Wilson considered diffusers with wall angles
between 3° and 8°. As the AGV downstream section had a wall angle of 6.8°, Wilson's
method was suitable for predicting AGV performance. The method he used to account for

Reynolds number was a coefficient, Res+,

20,
Resx = —=

where d. = Boundary layer displacement thickness at diffuser entry

Y. = 14 mm, width at diffuser entry

In order to evaluate Res«, the author required an estimate of the AGV downstream section's

inlet boundary layer displacement thickness. He could reasonably approximate the first two
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sections of the AGV to a 100 mm flat plate with zero pressure gradient. The Reynolds
numbers in the model and turbine module (at design conditions) based on a length of 100 mm
are,
Remodery = 0.374x10°
Regig) = 1.900x10°
Shames (1982) cites the relationship between Reynolds number and boundary layer

displacement thickness as,

For laminar boundary layers ( =1.73Re™’ - 4.20
X

*

For turbulent boundary layers ( =0.0463Re™? - 421
X

with a critical laminar/turbulent transition Reynolds number of 3.5x10°, indicating that
boundary layers in both the model and turbine module are turbulent at the start of diffusion.
Using Equations 4.20 and 4.21, and assuming point transition when Reynolds number
reaches the critical value, one can show that at the start of diffusion,
S =0.294 mm (model)
S =0.248 mm (rig)
therefore enabling one to evaluate Reynolds number coefficient, Reg«,
Res+ = 0.042 (model)
Res« = 0.035 (rig)
The author calculated the theoretical static pressure rise coefficient, Cpyim), as 0.65. Using
Wilson’s correlation, Figure 4.45, observe that the actual model pressure rise coefficient,
Coprac), Was higher for the turbine module than the model. Increasing the Reynolds number
from the model to that in the turbine module at design conditions increased the actual diffuser
performance. When tested, the linear model did not suffer from flow separation. The
correlation of Wilson indicates the turbine module will be less likely to separate than the
model; therefore, the author concluded that attached flow in the model would result in

attached flow in the turbine module.
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4.3.3 Flowfield predictions

Once the author achieved an AGV and inlet duct that did not produce separated flow when
model tested, he analysed it using a Rolls-Royce plc axi-symmetric streamline curvature fluid
flow prediction programme, Q263. In this way, he could predict the effect of applying the
AGYV design to an annular duct at B22 turbine design conditions. The Q263 programme could
not model individual struts, but radial distribution of strut blockage could be input at different
axial locations in Q263, allowing strut blockage simulation. The author used the inviscid
Q263 AGV flow field prediction as input for a Rolls-Royce plc boundary layer code D06,
allowing him to predict the state of the boundary layer on inner and outer annulus through the

AGV.

The prediction of axial velocity at B22 turbine design conditions from Q263, Figure
4.46, was a mid-passage prediction. The results represent velocity distribution mid-way
between two struts. Axial velocity peaks at 63 m/s on the valve inner annulus, a Mach
number of 0.16 indicating that the flow remains incompressible through the AGV. Flow
diffusion occurs through the first half of the valve downstream section, flow velocity falling
to 42 m/s less than half way through the valve. While this can appear as undesirably rapid
flow diffusion, boundary layers will be thinnest and have low shape factors in this region, and
therefore are more able to withstand adverse pressure gradients than nearer the strut trailing

edge.

Hoheisel and Seyb (1986) describe the boundary layer prediction code DO6, which
uses an integral method to determine boundary layer parameters. They specified boundary
layer thickness as zero at the AGV front face and specified turbulence level of 4% over the
entire boundary layer length. DO6 requires specification of the boundary layer transition
point using Shames’s (1982) method, which calculates the transition point from laminar to

turbulent boundary layer as 18 mm downstream of the AGV front face.
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DO6 predicted boundary layer displacement thickness &, Figure 4.46, and momentum
thickness ©. Schlichting (1979) defined boundary layer shape factor, H« as & /0. For
turbulent boundary layers, Schlichting (1979) cites a value of shape factor of H+ of 2.274 as
the value at which boundary layer separation occurs. Using displacement and momentum
thickness calculated by DO6, the author calculated shape factor that had a peak value of two
on the inner annulus near the strut trailing edges. This shape factor value was high, but not
separated. Model testing of the final AGV design indicated that the flow was close to

separation on the inner annulus at the strut trailing edge plane, but attached.

The results of DO6 gave the author confidence in the AGV design, indicating he
could utilise it in an annular configuration. Wilson’s method (1984) (see Section 4.3.2)
indicated that increasing Reynolds number to that encountered in the turbine module would
improve AGV performance. On this basis, the author concluded that the final AGV design

model he tested was suitable for use in the turbine module.

4.4  THE SECOND THROAT
4.4.1 Design Requirements

The author required a throat downstream of the turbine in order to adjust turbine exit static
pressure and, therefore, Mach number. The author required the 'second' throat (the vane
throat being the first) to have a variable area to allow change to the turbine exit Mach number

by altering the second throat area.

A second requirement of the second throat design was that the potential flow field
around the second throat to exert no influence on the turbine exit flow field. Axial length was
at a premium in the turbine module, so it required an axially compact means of decoupling

turbine exit and second throat inlet flow fields.

-82 -



4.4.2 The second throat design concept

The requirement that the turbine module should form a replacement ILPT facility working
section placed severe constraints on its axial length. Decoupling turbine exit and second
throat inlet flow fields using a step expansion downstream of the turbine provided a suitably
compact means of decoupling the flow fields, Figure 3.2. The intense mixing immediately
downstream of a step expansion would prevent the second throat exerting any influence on

the turbine exit flow field.

The author incorporated a parallel annulus with a length equivenant to five mid-height
blade axial chords downstream of the turbine. The parallel annulus facilitated measurement
of turbine downstream total and wall static pressures. The author designed the second throat
as two rings, each of which contained eleven equally spaced holes, Figure 4.47. The rings
could rotate relative to one another, so that the holes in one ring either coincided with the
holes in the second, or the spokes between them, to increase or reduce the second throat area.
Therefore, by rotating the two rings relative to one another, one could adjust the second

throat area.

4.4.3 Design calculations

The author’s design calculations for the second throat were to determine the area necessary
for the second throat to achieve the required B22 blade mid-height exit Mach number. The
most basic assumption about the step expansion was that the flow crossing it lost a dynamic
head; therefore, static temperature and pressure at rotor exit were equal to the total
temperature and pressure upstream of the second throat. The author calculated static
temperature and pressure at rotor exit (see Section 3.3.2) as 277.5 K and 2.81x10° Pa
respectively. Mass flow rate through the turbine was calculated to be 29.13 Kg/s (Section

3.3.2). One can express the mass flow rate through the second throat as,
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m=p AU

asp =P/RTand U™ = M+)RT" so that,

* *

F .
=L b o mIr - o422
Py RT, T,
Assuming a Mach number of 1 at the throat,
T _0833 and £-=0634
T, Po

Substituting the above into Equation 4.22,
A" =43x10" m’

The required second throat area will be larger than that predicted due to the discharge
coefficient of the eleven holes that constitute the second throat. The complexity of the step
expansion/second throat combination made an accurate estimate of second throat discharge
coefficient difficult. The British Standard on the specification for square edged orifice plates,
BS1042, Section 1.1 (1981) cites discharge coefficients of 0.6 as the lowest encountered in
orifice plates, implying a required second throat area of 72x10” m>. The author, therefore,
concluded that the actual second throat area would be greater than 43x10 m” and less than
72x10” m®. The author designed the second throat with the capacity to vary its area from
10x10® m? to 100x10® m?. During fine tuning of the ILPT during facility commissioning
(see Section 6.4), the author measured the second throat area required to achieve design rotor
exit Mach number which was 52.8x10” m” The measured value fell between the upper and
lower estimates of required second throat area and was within the range of second throat
areas attainable. The author concluded that despite the difficulty associated with the accurate

prediction of required second throat area, the crude first order method had proved adequate.

-84 -



4.5 TURBINE SPEED AND POWER MEASURMENT
4.5.1 Introduction

The author accomplished turbine speed measurement using four ’shaft encoder’ discs
mounted on the turbine shaft, Figure 4.3. A shaft encoder disc consists of a 74 mm clear
plastic disc with black radial lines around the circumference. The author mounted a Light
Emitting Diode (L.E.D.) on one side of each shaft encoder disc, with a photo-detector on the
other. When a clear portion of shaft encoder disc separated an L.E.D. and photo-detector, the
author connected the photo detector output such that its output voltage was +5v. When
separated by a black line, the output voltage was -5v. The four shaft encoder discs had 1, 36,

60 and 200 lines around their circumferences respectively.

The author used a frequency to voltage converter using the square wave output from
the photo-detector of the one line disc to provide a D.C. voltage, the magnitude of which was
proportional to the input square wave voltage frequency, and therefore, turbine speed. He
monitored the frequency to voltage converter output voltage via the turbine module control
program, Figure 4.48, which displayed as a real time speed verses time trace, enabling him to

see the turbine speed history.

The output from a frequency to voltage converter was a D.C. voltage with an A.C.
component superimposed. The frequency of the A.C. component was equal to the frequency
of the input square wave, and originated as a consequence of the frequency to voltage
convertor’s mode of operation (see Section 4.5.2). The A.C. component on the output from a
frequency to voltage converter using a square wave voltage of a one line disc as input was
equivalent to 25 rpm error in turbine speed measurement at design speed. This error was
tolerable for setting the turbine pre-run speed before ILPT operation, but not for triggering
the transient data recorders (see Section 4.5.3) during ILPT operation. By using the square
wave voltage output from a 200 line disc as input for a frequency to voltage convertor, the
output voltage A.C. component was two hundred times higher and could more easily be

filtered out using a passive filter (see Section 4.5.2), reducing error in turbine speed
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measurement to =1 rpm. The author used this accurate speed measurement as input for a
voltage comparator. When the comparator input voltage reached the voltage equivalent to
8,380 rpm, the comparator output voltage changed from +5v to -5v, triggering the transient
data recorders that proceeded to take data from blade mounted instrumentation for 7 ms.
After 7 ms, turbine speed had reached 8,490 rpm, so passing through turbine design speed

during the data acquisition period.

The transient data recorder recorded the square wave output voltages from the photo
detectors of the 1, 36 and 60 line shaft encoder discs, in addition to the output of the blade
mounted instrumentation. The author positioned the one line disc relative to its photo-
detector such that its output changed state as the first instrumented blade passed the vane at
turbine module top dead centre. The author fitted the turbine module with thirty six vanes;
therefore, one cycle of the output from the 36 line disc represented the rotation of the disc
required to move a blade from one vane to the same position relative to the next. The output
from the 60 line disc photo-detector performs a similar function, as there are sixty blades.
One cycle of the 60 line disc photo-detector represents the rotation of the disc required to

move a blade to the same position relative to a vane as the previous blade.

The author measured both turbine speed and output of the comparator using the
PDP11/34 computer (see Section 3.5.1). This allowed him to measure turbine speed during
ILPT facility operation, as well as the transient recorder trigger point during an ILPT facility
run. The slope of the speed/time trace was the turbine’s angular acceleration, from which the

author was able to derived turbine power (see Section 4.5.4).
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4.5.2 Speed Measurement

The author measured turbine speed using a one line shaft encoder disc fitted with an RS 304-
560 slotted optical switch. The slotted optical switch comprised an infra-red Light Emitting
diode (L.E.D.) and photo-detector with integral Schmitt trigger and output stage, Figure 4.3.
The photo-detector +5v/-5v output square wave frequency was proportional to turbine speed,
and used as input to an LM2917N-8 frequency to voltage converter Integrated Circuit (I.C.).
The frequency to voltage converter I.C. works on a charge pump technique, Figure 4.49, and
one can externally configure it to accept the required input frequency range. For a one line
shaft encoder disc at 10,000 rpm (turbine peak speed), the author picked the photo-detector
square wave frequency of 167 Hz as an upper limit on frequency. He chose an upper limit of
+5v allowing the following I.C. external components calculation,

V,=1I,R.

where Vy =15 v (max), 1.C. output voltage

1y = 185 uA, from manufacturer’s data sheet
R. =27 kQ

Pick standard component value, R, =26 kQ, V, =4.8v

From manufacturer's data sheets,

10 = sz;'nCl
VO = szinCIR*ki
V.
C =t —
szinR*ki

where V.= 7.56 v, from manufacturer’s data sheet
fin = 167 Hz, input square wave frequency

K; = I output circuit gain constant

C, =146x10"° F
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The value of C,, depends on acceptable I.C. response time and output voltage ripple, V. For
turbine speed control prior to ILPT operation, speed changes occurred over the course of
seconds; therefore, a filter cut off frequency, f., of 5 Hz was acceptable, as the resistor R;,

and capacitor C,, acted as an RC filter,

1 1
fo=o
2r R C,
C, = !
27R, £,

therefore C, =1.00x10"° F

Using C, and the other calculated component values, ripple voltage, Vi, one can calculate

from Equation 4.23 (from manufacturer’s data sheet),

4 V. f.C
V.= Z.& 1_@ - 423
2 G, I,

Using Equation 4.23 with an input frequency of 108 Hz, equivalent to a turbine speed of
6,500 rpm,

V., =0.196 v (peak to peak)

In practice, the turbine control program interpreted this output voltage ripple as a £25 rpm
uncertainty in speed measurement, as the software samples the I1.C.’s output voltage fifty
times, then averages, before applying the appropriate calibration and displaying turbine

speed.

The 5 Hz cut off frequency and £25 rpm uncertainty in turbine speed was adequate for
turbine speed control prior to ILPT facility operation; however, ILPT facility operation
required a low ripple measurement of turbine speed to trigger the transient data recorders (see
Section 3.1.3). The author devised a second independent method of measuring turbine speed
for triggering data transient recorders in order to keep turbine control and data acquisition
systems separate. The author utilised the same concept as that used previously of a shaft

encoder disc and slotted optical switch, this time in conjunction with a 200 line shaft encoder
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disc. The author picked a filter cut off frequency of 1 kHz as an upper limit of likely turbine
speed change. At the turbine design speed, 8,434 rpm, the 200 line disc photo-detector output
frequency was 28 KHz. The frequency to voltage convertor output stage extended to a 5 pole
Butterworth filter to eliminate the 28 kHz voltage ripple. A five pole filter requires one

decade in order to work effectively; therefore, a 1 kHz cut off was acceptable.

The output stage of the frequency to voltage convertor I.C. forms the single pole of
the five pole filter, Figure 4.50, standard component values for the filter giving rise to filter
cut off frequencies close to 1 kHz. The practical realisation of the low ripple measurement of
turbine speed, Figure 4.51, utilises two of the four operational amplifiers in an LM324
quadruple operational amplifier I.C., measured output ripple less than 1 mv at 28 kHz, which
was equivalent to a =1 rpm error in speed. A five pole Butterworth filter introduced time shift
into the output signal at 0.5 ms, which resulted in the measured turbine speed lagging
approximately 5 rpm behind the turbine’s actual speed. A mercury switch measured the time
response of the entire frequency to voltage I.C. and filter to switch the input square wave
from 10 kHz to 27 kHz, representing a step change in speed from 3,000 rpm to 8,000 rpm
(assuming output from a 200 line shaft encoder disc). The circuit output took 2 ms to stabilize
at the new output voltage after switching the input, corresponding to a rate of rise of 2,500
rpm per ms, an order of magnitude faster than the turbine speed changed during ILPT
operation. This gave the author confidence in the circuit’s ability to follow actual turbine

speed changes.
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4.5.3 Transient recorder trigger

The author utilised the low ripple output voltage measurement of turbine speed as input to a
comparator that linked to the external trigger of the transient data recorders. The author used
an LM339 I.C. containing four operational amplifiers as a basis for a dual comparator, Figure

4.52, one of which triggered the transient data recorders.

Prior to ILPT facility operation, the author set the comparator reference voltage to
trigger the transient data recorder at 8,380 rpm. He achieved this by setting a square wave
generator to 27.93 kHz and connecting it to the low ripple output voltage speed measurement
systems input. He then turned down the comparator reference voltage until the output
changed state, at which point reference voltage and frequency to voltage converter I.C. output

voltage were equal.

4.5.4 Power measurement

The author measured turbine speed using the PDPI1/34 computer to establish turbine
acceleration during ILPT operation. A least square line of best fit through the speed/time
trace enabled the author to calculate average acceleration during ILPT facility operation,
Figure 4.53, as the slope of the line was angular acceleration, @. The author measured the
moment of inertia of the turbine rotating system at 1.64 kgm® (see Section 5.4). With known
moment of inertia and turbine design speed plus measured turbine angular acceleration each
time the ILPT facility was operated, the author was able to calculate turbine power during
each “run” as,

Turbine power P, = Jw

where J = torque, Nm
= turbine speed, rad/s

also J=1I1w

where I = rotating system moment of inertia, kgm*

. . 2
w = turbine angular acceleration, rad/s
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Measured turbine power will be less than total turbine power due to bearing, seal and disc

windage losses,

Therefore total turbine power, P

w

=loo+h - 437

where P; = bearing seal and windage power loss

In practice, power losses were approximately 7 kW (see Section 6.4.3). The turbine produced
2.36 MW and therefore neglecting power losses resulted in an error of 0.3%. The author
considered the error associated with neglecting power loss small and consequently, did not
consider it during analysis of the turbine performance (see Chapter 7). When calculating time
varying turbine non and quasi non dimensional groups during ILPT facility operation, the
code ROTOR (see Appendix 1) utilised measured turbine speed and acceleration. Hilditch
used the transient data recorder trigger to facilitate measurement of blade heat transfer rates at

turbine design speed fully reported in Hilditch (1989).
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CHAPTER FIVE
STRESS ANALYSIS OF THE TURBINE DISC AND BLADE

5.1 THE REQUIRMENT FOR STRESS ANALYSIS

Rolls-Royce plc designed the B22 turbine and calculated stress levels in the turbine disc and
blade using hand calculations. As a result, the author did not know the detailed disc and blade
stress distribution. The proposed mode of operation of the turbine module (see Section 3.1.3)
involved the turbine module accelerating from 6,500 rpm to 9,800 rpm during the 213 ms
ILPT run time, with gas loads applied and removed from the turbine at the start and end of
ILPT facility operation. The novelty of this application was such that no literature reported a
comparable turbine test facility. Thus, the author concluded that a detailed prediction of the

turbine module rotating system behaviour under load was desirable.

Ainsworth et al. (1989) planned to instrument the B22 turbine's blades at their mid-
height section with thin film thermometers, or "gauges". Hilditch (1989) used the thin film
gauges to study blade heat transfer rates and fully reported this. The prime reason for
conducting the three dimensional blade stress analysis was to establish the uniformity of the
strain distribution around the blade mid-height section under design condition loads, as the
thin film gauges were strain sensitive. Hand calculations of the expected blade stress levels
gave the author confidence that there was no danger of reaching the blade material's Ultimate
Tensile Strength (U.T.S.), but gave no information about the uniformity of the stress

distribution at the blade mid-height section.

Moir (1987) described the finite element analysis software FESDEC and solid

modelling software MODEL. The author used FESDEC and MODEL to perform the stress

analysis, running both on a Hewlett Packard 9836 mini computer.
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5.2 STRESS ANALYSIS OF THE TURBINE DISC
5.2.1 Modelling assumptions

The turbine rotating assembly was axi-symmetric (with the exception of bolt holes) and,
therefore, the author could accurately model it as an axi-symmetric problem, Figure 5.1. The
author suppressed all radial and axial movement of the model along the bearing outer race
and modelled the turbine shaft and bearings using few elements to allow the concentration of

elements in areas of the model where he anticipated high stress levels.

One can derive the forces on an accelerating rotating assembly by considering the
transformation from a coordinate system rotating with the assembly to a stationary one.
Consider the point P, Figure 5.2, on a disc that has angular velocity o, relative to a stationary
coordinate system xyz. By writing the displacements | and r in vector form displacement, one
can write velocity and acceleration of point P,

p=Il+r

B=1+Fi+or

B =1+¥+aw(wr)+or+20r - 51

where [ = linear acceleration of the disc in the x direction
¥ = linear acceleration of the disc in the radial direction
o’r = radial centripetal acceleration
awr = tangential acceleration due to the angular acceleration of the disc

2ar = Coreolis, or gyroscopic, acceleration

The constrains used by the author prevented the turbine disc from moving radially or axially,
the only permitted motion was rotation about x, the disc centreline, therefore,
[=i=7=0
20r =0
Therefore, Equation 5.1 reduces to,

B =o'r+adr
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At the turbine design point @ = 883 rads/s, @ = 1,630 rads/s” and the radius of the turbine

disc r=0.255 m,

Centripetal acceleration @*r =199,00 m/s*
linear tangential acceleration ér = 416 m/s*
As the centripetal acceleration was three orders of magnitude larger than the tangential

acceleration, the author neglected tangential acceleration when loading the disc/shaft model.

Additional sources of load on the turbine disc/shaft model arise as a consequence of
the turbine blades. The loads imposed on the disc by the blades comprised of a radial
centrifugal load due to the blades (and their root fixing) finite weight, and tangential and axial
gas loads due to the pressure difference and momentum change across the blade (see Section
4.1). One can calculate the radial force on the blades and their root fixing due to rotation as
force, Fr expressed as mo’r. Given the centroid radius, r, and mass, m, of the blades and their
root fixings, the radial force on the turbine disc imposed by the blades and their root fixing

due to rotation at turbine design speed was 1.17x10° N.

5.2.2 Model loading and constraints

The author built the disc/shaft model from nine separate models, Figure 5.3, where each
model was an individual part of the rotating system. The author then restrained the nine
sections of the disc/shaft model as realistically as possible to simulate the presence of bolted
flanges and interfaces between adjacent pieces. The restraints around the blade root take into
account the absence of the turbine blade. The presence of the blade platform would limit
motion of the front and rear blade retaining ring. By assuming the blade infinitely stiff, radial
motion of the front and rear blade retaining rings must equal radial motion of the root fixing.
The author restrained movement of the front and rear blade retaining rings to equal radial
motion of the root fixing. The author applied the radial force of the blades and their root

fixings as a distributed load.
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5.2.3 Load case results

The author loaded the axi-symmetric disc/shaft model in three ways to provide information
about its behaviour under load. First, the author loaded the model centrifugally, then
centrifugally with radial blade load and finally with centrifugal, radial blade and axial gas
loads. In this way, the author could assess the effect of the radial blade and axial gas load on

disc stress and deflection.

Using FESDEC, the author loaded the disc/shaft model centrifugally at design speed.
The results predicted a peak stress on the disc inner bore of 180 MN/m’, Figure5.4. Using
Baumister’s (1978), one can calculate rotating disc stress. At design speed, the peak hoop
stress on the inner bore of a rotating disc, with the same inner and outer radius as the turbine
disc, was 266 MN/m®. This result was plausible as the disc was not a simple disc, but heavily
cut away, thus reducing the load on the inner bore. The author then modified the disc/shaft
model by the addion of the centrifugal radial load imposed on the disc by the blades and their
root fittings. The author re-ran FESDEC and observed the predicted stress levels generally
increasing, with peak stresses of 240 to 260 MN/m” in the fillet radii around the mini
disc/main disc interface, Figure.5.5 and 220 MN/m® on the disc inner bore. The addition of
axial gas load has the effect of slightly increasing stress levels in the downstream half of the
split disc, Figure 5.6, so that peak stress in the disc inner bore increased to 240 MN/m?”. The
radial growth of the turbine blade root fixing was 137x10° m (0.0054") with an axial

movement of 130x10° m (0.0051").

The disc material was JETHETE, with a yield stress of 1,150 MN/m? at ambient
temperature. The author predicted stress concentration factors of 1.5 around non axi-
symmetric features (such as bolt holes) using Peterson’s (1974) method; therefore, a
maximum stress level of 750 MN/m” in the axi-symmetric model was acceptable before
localised yielding of the disc occurred. The author used FESDEC to predict the stress
distribution through the disc/shaft model with radial blade and centrifugal loads due to

rotation at 14,000 rpm, Figure 5.7, and 16,000 rpm, Figure 5.8. There was no sign of yielding
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at 14,000 rpm, but the author observed stress levels above 750 MN/m? at 16,000 rpm,

indicating local yielding of the disc around non axi-symmetric features.

One can define a turbine disc’s bursting speed as the rotational speed at which stress
levels in the turbine disc exceed the disc material's yield stress. When considering the
bursting speed of a turbine disc, Kerrebrock (1981) recommends that bursting speed should
be design speed multiplied by 1.4. During operation, the turbine module’s peak speed is
typically 10.000 rpm. A bursting speed of 14,000 rpm was therefore consistent with
Kerrebrock’s recommendations. The author concluded that there was no danger of the turbine
disc bursting during the course of normal ILPT facility operation when the peak speed was

10,000 rpm.

5.3  STRESS ANALYSIS OF THE TURBINE BLADE
5.3.1 Modelling assumptions
The author modelled the centrifugal load imposed on the turbine disc by the blades while

rotating at design speed as a radially distributed load in the disc/shaft analysis. This enabled
the author to model the effect of the sixty rotor blade's presence on the stress distribution
through the disc. However, it provided no information about the stress levels in the blade.
The turbine blades are made up of a dove-tail root fixing, a platform that forms part of the
working section inner annulus and a shroudless aerofoil. Rolls-Royce plc defined the aerofoil
at 0% and 100% aerofoil height, with the aerofoil itself generated by straight ruling between

them.

The author modelled the blade in three sections, Figure 5.9, with the root, platform
and aerofoil initially separate. The root and platform models mesh together exactly and, after
elimination of coincident nodes at their interface, form a single model. The aerofoil and
platform were so different in shape that it was not possible to obtain a similar mesh on both.

The author moved nodes on the aerofoil base that were close to nodes on the platform for
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coincidence, then tied them together using constraint equations. This method of attaching two
parts of the model led to spurious stresses in the aerofoil/platform interface, which whilst

undesirable, had only a local effect so the author did not consider them significant.

The final blade model, Figure 5.10, was geometrically accurate; however, the
relatively coarse grid required the omission of fillet radii. Sharp corners in a finite element
model can lead to high stress concentration factors. One must view the results of the blade
stress analysis with caution around sharp comers; however, spurious stresses in these regions

will be local and therefore do not affect the overall result.

5.3.2 Model loading and constraint

Rotation of the blades at design speed gives rise to a centripetal acceleration and its
corresponding radial force. The blade gas load gives rise to tangential and axial forces. The
author calculated the axial gas load at 14.1 kN (235 N per blade) at the turbine’s design point
(see Section 4.1.1). For a turbine generating 2.36 MW at 8,434 rpm,, the tangential gas load
is 6.7 kN, corresponding to a 112 N tangential load per blade. The axial and tangential gas
loads will act through the aerofoil’s pressure centre, but the author assumed they acted

through its centroid as he did not know the centre of the pressure’s position.

The gas loads will result in moments, Mx and -My, Figure 5.11, at the aerofoil root.
The aerofoil centroid was 20 mm above the root section. The moment about the root at the

axial direction, M , was, therefore, 4.70 Nm and the moment about the root in the tangential
direction, M ,, was -2.24 Nm. By considering the aerofoil as a straight beam of asymmetric

section, one can use Howatson et al’s (1977) method to calculate the direct stress around the

aerofoil,
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- - (M1, - Myl;y jy J: ([sz]x M1k .,

where I, = jx25A = 9.460x107° m*
I, =[y'e4=1278x10" m"*

I, = [xy64=6.7000x10"" m*

Substituting the known values of My and M, into Equation 5.2,

~6.16x107y —21.5x10x

o, - 53
12.1x107"8

where x and y are the distances of any point in the aerofoil root section from the axial and
tangential neutral axis, peak stresses occur around the aerofoil’s edge, Figure 5.11, with a

peak value of 22 MN/m? at the blade Bailing edge.

The finite element software was unable to apply adequately the gas load to the blade
model. The author loaded the blade model centrifugally at turbine design speed with no
attempt to model gas loads. Principle stress vectors in the aerofoil are radial (except very near
the root), so one can gauge the effect of gas load on aerofoil results by superimposing the
stress distribution around the aerofoil root that the gas loads generate on the model results.
For a simple cantilever with a uniformly distributed load over its length bending moment, and
therfore stress, is a function of distance squared from the cantilever’s free end. A cantilever
with linearly decreasing distributed load from built in to free end bending moment is a
function of distances cubed from the cantilever’s free end. At the blade mid-height section
(the location of blade mounted instrumentation) gas loads will fall to 25% of their root value,
Figure 5.11, assuming that the aerofoil is uniformly loaded and 0.8% of their root value,

assuming one loads the aerofoil with a linearly decreasing distributed load.
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5.3.3 Load case results

FESDEC’s blade stress analysis results predict a blade rotating at a constant speed of 8,434
rpm with no applied gas loads. Section 5.3.2 considers the effect of gas loads which one must

apply as a correction to the results in this section.

One can best view blade stress distribution as a set of colour filled contours, Figure
5.12. Peak stresses occur around the root region and also appear on the blade platform, Figure
5.13. The blade root area was larger than that of the 0% height aerofoil section, resulting in

similar stress levels in the two, despite the root having to carry the platform’s additional load.

Blade stress analysis results of 100 - 110 MN/m? in the root region compare well with
hand calculated stress levels of 105 MN/m®. Stress levels of 40 MN/m” at the aerofoil mid-
height section also compare well with hand calculated values of 36 MN/m®. The B22 blades
were manufactured from JETHETE, with blades that were instrumented manufactured from
INCO-718. Both materials have a yield stress in excess of 1,000 MN/m” at ambient
temperature. Manufacturers produce turbine blades from high strength material because they
must withstand the applied centrifugal and gas loads at elevated temperatures in the engine
environment. Elevated temperature reduces the material's Ultimate Tensile Strength (U.T.S.)
dramatically, Figure 5.14. Blade metal temperatures remained close to ambient during ILPT
facility operation, with the consequence that the blade material stress remained well below

the material's U.T.S.

The predicted aerofoil stress levels were reasonably one-dimensional” at the blade
mid-height section, but were more complex around the aerofoil/platform interface. The
aerofoil and platform joined at the interface by constraining coincident nodes on both

surfaces to move together. The author did not attempt to model fillet radii. One must view the

* Stress levels around the two-dimensional aerofoil were almost uniform across a constant radius aerofoil
section. Stress level through the aerofoil varied only with radius from the centre line. One can regard the stress
distribution around the two-dimensional aerofoil as a function of only radius, and therefore varies one-
dimensionally.
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results of the modelling method around the aerofoil/platform interface with caution. Whilst
results around the aerofoil/platform interface are error prone, they are consistent with hand

calculated stress levels of 100 MN/m? in this region.

The reasonably one dimensional stress distribution around the aerofoil mid-height
section will result in a uniform strain distribution at this location. The Young's Modulus of
INCO-718 at 25°C is 205x10° N/m?, assuming a stress level of 40 MN/m®. This implies
instrumentation mounted at the blade mid-height section will experience a strain, g, of

195x10°°.

Predicted blade deflected shape, Figure 5.15, indicate that the aerofoil centroid lines
up radially with the root centroid. The asymmetric shape of the aerofoil results in the aerofoil
having a high second moment of area in the tangential direction in comparison with the root.
As a consequence the aerofoil and platform rotate about the root. When designing a turbine
blade, Kerrebrock (1981) recommends that aerofoil position relative to the root should be
such that at the turbine design point, tangential gas loads exactly oppose the moment set up
by offset aerofoil and root centroids. This method will minimise bending moments at the
aerofoil/platform interface and therefore, minimise stress. Tangential gas loads will increase
the load on the B22 turbine blade aerofoil, not reduce it, which contradicts Kerrerbrock’s
recommendations. Whilst undesirable, the blade material’s U.T.S. was an order of magnitude
higher than predicted stress levels in the blade during ILPT facility operation. Therefore, the
author did not consider the addition of the applied gas loads due to centrifugal loads

significant.
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5.4  ROTATING SYSTEM MOMENT OF INERTIA

The author used a method to calculate the B22 turbine’s speed rise and power during ILPT
facility operation (See Section 3.3.2), which required knowledge of the moment of inertia of
the turbine module’s rotating system. He measured the rotating system’s moment of inertia

experimentally and later used FESDEC to predict moment of inertia.

One can measure the moment of inertia of an object using the trifiler suspension
technique, which requires supending the object by three long wires. After a small angular
displacement of the object, one measures its time period of oscillation, 1. It can be shown

that,

_writ?

. - 5.4
A=l

The author measured all parameters in Equation 5.4, Table 5.1, allowing him to calculate

disc/shaft system moment of inertia.

Table 5.1
Trifiler suspension parameters
Weight of disc and blades 56.90 kg
Weight of shaft 18.80 kg
Total weight, W 7570 kg+50 g
Radius of disc, r 0.18 m £ Y2 mm
Length of suspending wires, 1 1.948 m = 1.5 mm

The author timed one hundred oscillations of the rotating assembly at 3 minutes 49 seconds,
giving a time period of oscillation, 1, of 2.29 seconds; therefore, the moment of inertia of the
disc shaft system, I, was 1.64 kgm”. One can measure the error with measured moment of
inertia by taking logs of Equation 5.4 and differentiating. The error in measured moment of

inertia was +1.2%; therefore, the error in moment of inertia was +0.02 kgmz.

Finite element analysis of the turbine disc (see Section 5.2) and turbine blade (see

Section 5.3) enabled the author to predict their respective moments of inertia. For this, the
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author calculated the disc/shaft model as 1.471 kgm® with a value of 0.0026 kgm® for the
blade. With a total of sixty blades, this makes the blade ring’s total predicted moment of

inertia 0.157 kgm®.

The disc/shaft model did not include the non axi-symmetric root fixings that form part
of the disc and did include the non-rotating bearing outer races. For an axi-symmetric ring of
material, one can calculate moment of inertia, I, as moment of inertia expressed as (Mr?)/2.
One can calculate the moment of inertia of the disc root fixing and bearing outer races from

their mass and centroid radius, Table 5.2.

Table 5.2
Moment of inertia of the rotating systems
individual components

Mass | Centroid radius | Moment of inertia
kg m Kgm2
Disc/shaft (FESDEC) | 51.7 | Not calculated 1.471
Blades (FESDEC) 5.2 | Not calculated 0.157
Disc root fixing 0.8 0.218 0.019
Bearing outer races 3.5 0.090 0.014

The total moment of inertia for the rotating system is the sum of the disc/shaft, blades and
disc root fixing moment of inertia minus the moment the bearing outer races’ inertia, which
came to 1.633 kgm’. Moment of inertia determined experimentally, using the trifiler
suspension technique, was 1.64 kgm” £0.02 kgm?. The author predicted the rotating system
of inertia using FESDEC. The value of moment of inertia predicted fell within the error bars
of the measured value, giving confidence in the experimental method and accuracy of turbine

disc and blade modelling in FESDEC.
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The author predicted the stress distribution around the blade mid-height section at 40
MN/m® at turbine design conditions, which were reasonably one dimensional. One can
therefore assume that the strain imposed on instrumentation mounted at blade mid-height is
195x10° and purely radial. The deflected shape of the turbine disc/shaft model indicated a
radial growth of the disc of 137x10° m and axial movement of 130x10° m under design
condition loads. The author used this prediction during assembly of the turbine module when
machining the blade overtip seal (see Section 6.1) to ensure it achieved design blade tip

clearance at turbine design conditions.

The stress analysis of the B22 turbine disc/shaft system and the blade gave confidence
in the turbine module rotating system’s ability to withstand the loads to which the author
would subject it during ILPT facility operation. The author concluded that the novel use of
the B22 turbine in a transient turbine test facility was practical despite it originally being

designed for steady state, not transitory, operation.
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CHAPTER SIX
FACILITY CONSTRUCTION AND COMMISSIONING

6.1 CONSTRUCTION AND ASSEMBLY

The prime approach to turbine module assembly and commissioning was to pre-assemble the
AGV (see Section 4.3) and bearing system (see Section 4.1), then commission them before
installation in the ILPT. This was to minimise ILPT down-time. Once the author finalised the
turbine module design, manufactur was initiated of the parts necessary to assemble the AGV
and bearing system. AGV components were manufactured first, enabling the author to
assemble and test it (see Section 6.2). The manufacture of parts nesessary to assemble the
bearing system where then completed. After assembly the bearing system was then mounted
on the AGV to allow development of the air motor air supply and enable low speed rotation

of the turbine shalft.

Rolls-Royce plc two-plane balanced the disc/shaft assembly prior to the final bearing
system assembly. Before the author could undertake bearing system commissioning trials, the
air motor required an air supply. Experience gained by Hilditch (1989), of a similar air motor

was utilised by the author during design of the air motor air supply (see Section 4.2).

The bearing oil system was adapted from that used by Doorly’s (1983) (see Section
4.1.6). Construction and assembly of the turbine module took place in parallel to the
continued operation of the ILPT facility. Consiquently the oil system was not available
during turbine module assembly and commisioning. The author conducted initial bearing
system trials at low speed (below 1,000 rpm) using an oil bath lubrication system. The author
undertook full commissioning of the bearing system after mounting the turbine module in the

ILPT facility (see Section 6.4).

The author commenced turbine module installation into the ILPT facility with the

AGYV which mounted on the ILPT A’ frame, Figure 4.25, and bolted to the pump tube. The
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author then added the bearing system, followed by inner and outer annulus casings up to, and

including, the vane ring.

After building the turbine module up as far as the vane ring, the author cut the blade
overtip seal using a disc mounted cutter, Figure 6.1. The disc mounted cutter specifically cuts
the blade overtip seal, the cutter blade having the correct turbine blade hade angle of 11°.
Stress analysis of the turbine disc (see Section 5.2) predicted that the turbine disc would grow
137x10°® radially and move 130x107 axially under design condition loads. The 11° hade angle
resulted in the disc axial movement increasing the tip clearance by 25x10°® m; therefore, the
combined effect of a 137x10° m radial growth and 130x10® m axial movement was an
112x10°® m reduction in blade tip clearance. Rolls-Royce plc specified a dynamic tip
clearance of 380 x10° m at design turbine speed; therefore, a static tip clearance 492x10° m

was required.

The author mounted the turbine disc on its shaft with the cutter and fifty seven of the
sixty blades. The author made radial cuts of 25x10° m by turning the blade cutter positioning
screw through one revolution and spinning the disc by hand. The author repeated this process
until the cutter removed abradable material around the entire overtip seal circumference. Tip
clearance over the fifty seven blades was then measured using a feeler gauge. Maximum
blade-to-blade tip clearance variation was 175x10° m due to the variation of blade span. The
author considered this unacceptable as 175x10° m was approximately 50% of the required

clearance at design conditions.

The author ground the turbine blades to a uniform length by mounting the fully bladed
turbine disc on a lathe with a grinding wheel mounted on the headstock, Figure 6.2. The disc
was rotated at 60 rpm and the grinding wheel used to take successive cuts until all blades
were of equal length. After grinding the turbine blades to length, the author remounted the
bladed disc and cutter on the shaft and cut successively until static blade tip clearance was

492x10° m £10x10° m.
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Following machining of the blade overtip seal, the author cut the upstream labyrinth
seal clearance, d, to size, then continued the turbine module assembly to the second throat
allowing the downstream labyrinth seal to be cut. The method used to machine the labyrinth
seals was to remove the turbine disc, mount a dial gauge from the shaft and mark the seal’s
high and low points. The seal was then removed, mounted on a lathe face plate, and the
measured eccentricity reproduced. The author cut the seal to the correct diameter and
remounted it on the turbine module. The dial gauge was used to check the seal's
concentricity. In this way, the author set front and rear labyrinth seal clearances, ., to
125x10°m, £25x10° m. Once all seal clearances were set, the turbine module assembly was

complete.

6.2 THE ANNULAR GATE VALVE
6.2.1 Valve opening and prediction

The two dimensional working section installed in the ILPT facility by Schultz et al. (1977)
utilised a slide valve to separate the ILPT pump tube and working section. The change from a
two dimensional to an annular working section required the author to replace the slide valve
with an annular valve, the AGV (see Section 4.3). The slide valve had opened in 40 ms, with
ILPT run times of a similar length to those the author expected when fitted with the turbine
module. The author chose an AGV opening time of 40 ms as a logical target as it had proved

satisfactory in the past.

Once the author had overseen manufactured the AGV’s parts, they were assembled
and bolted to a large metal block to allow commissioning trials. The author fited a linear
displacement transducer to one of the actuators used to open the AGV, Figure 4.25, the
ouptup voltage being captured on a digital storage scope during AGV opening trials. This

provided a means of monitoring AGV opening characteristics.
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The actuators comprise of a pair of pistons in cylinders, Figure 6.3. Immediately prior
to ILPT facility operation, the actuators were used to close the AGV that was then held
closed with a perspex cylinder in each cylinder. The author set the actuator driver pressure to
approximately 5x10° N/m’ and assumed the pressure downstream of the pistons, P, to be
atmospheric pressure as the downstream side of the actuator was vented to atmosphere. When
the perspex cylinder was explosively removed, the piston started to move down the cylinder
under the action of the pressure difference across it. Once the inner seal reaches the inner
cylinder, a "cushioning" volume of air was trapped and compressed as the actuator continued
its stroke. The compression of air in the cushioning volume reduced the pressure difference

across the piston causing the actuator to decelerate towards the end of its stroke.

The author could adjust the piston’s position relative to the cylinder casing; therefore,
changing the time during the opening sequence when the cushioning volume was trapped and
deceleration of the piston began. Also a needle valve could be opened to allow air in the
cushioning volume to bleed out, therefore reducing cushioning. Aditionally the initial
pressure, P, , could be varied, which in conjunction with the variable starting position and

intensity of cushioning, allowed variations in the AGV opening characteristics.

The adjustment of actuator driver pressure, stroke and cushioning to optimise the
AGYV opening characteristics was recognised by the author as a potential problem area early
in the AGV design. The author consequently wrote a computer code, OPEN, to predict the
velocity, acceleration and opening time of the AGV during its opening sequence. The code
helped the author gain insight into the behaviour of the AGV prior to commissioning and to

understand the opening characteristics during commissioning.

6.2.2 Test sequence and results

The author used a test sequence to commission the AGV, with the objective of optimising the

actuator driver pressure and cushioning to achieve the desired opening characteristics.
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Immediately prior to opening the AGV, pressure upstream of the AGV in the pump
tube was 8.02x10° N/m? (see Section 3.3.2). The author evacuated the working section prior
to ILPT facility operation and applied the full tube pressure across the AGV. The effect of a
pressure difference across the AGV was to press the valve centre section against the rear
section, compressing the ‘O’ rings between them. Compression of the ‘O’ rings increases the
AGYV static friction; therefore, it required a larger force to open the AGV with a pressure

difference across it.

The author mounted the AGV on a large metal block, Figure 6.4, with a 25mm steel
blanking plate across its front face. Once the AGV was assembled and closed, the volume
between AGV and blanking plate was presurised, simulating the conditions immediately prior
to AGV opening. Once the AGV started opening, the pressure between AGV and blanking
plate fell to atmospheric. In the ILPT, pressure downstream of the AGV rose to the upstream
total pressure. During commissioning trials, pressure upstream of the AGV fell to
atmospheric pressure. In both cases, the differential pressure across the AGV fell to zero as it
opened. The author considered pressurising the front face of the AGV during commissioning

trials a good simulation of actual ILPT operation.

Figure 6.5 shows an air supply capable of applying up to 7.0x10° N/m”* across the
actuators. By pressurising the actuator reservoir to the required pressure, then opening the
valve for the actuator forward stroke by hand, the author applied pressure to the side of the

actuators which opened the AGV.

The AGV commissioning trials strove for an opening time of 40 ms, achieved in a
controlled manner without valve "bounce" under representative ILPT operating conditions.
The author defined valve bounce as the AGV partially closing again after fully opening.
Commissioning trials commenced with no pressure difference across the AGV. The author
pressurised the actuator reservoir to 1.0x10° N/m?, the valve for the actuator forward stroke

opened by hand and they recorded displacement transducer output. The author used
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displacement transducer output in conjunction with the opening characteristics predicted by
OPEN as a guide to varying the actuator settings to achieve the AGV’s smooth opening in the
desired 40 ms. The author could set up the AGV to open in 40 ms with cushioning

commencing after 25 mm of the 35 mm stroke, Figure 6.6.

Applying 3.7x10° N/m” to the AGV front face increased AGV static friction, such that
it required a minimum of 2.7x10° N/m? actuator driver pressure to open it. The author
increased actuator cushioning to a maximum 35 mm out of a 35 mm stroke. The author
opened the valve for the actuator forward stroke by hand. The resulting displacement
transducer output, Figure 6.7, indicated 10 ms of bounce after the AGV opened despite
increased actuator cushioning to a maximum of 35 mm. OPEN predicted high deceleration of
the AGV towards the end of the actuator stroke, but not high enough to stop the actuator
completely before the end of the stroke. Reducing the actuator driver pressure would have
enabled the cushioning to decelerate the actuator before the end of the stroke; however, this
was not possible due to the static friction of the AGV which the actuator had to be overcome

before it would open.

Application of 8.02x10° N/m” across the AGV compounded the situation witnessed at
3.7x10° N/m?, Figure 6.8. The code OPEN predicts opening time reasonably. The tabulated
output, Table 6.1, clearly demonstrates the high deceleration towards the end of the actuators
stroke as a consequence of the cushioning. Actuator velocity was, however, still significant at
the end of the stroke, resulting in valve bounce. The inadequate cushioning was a
consequence of the 5.1x10° N/m” actuator driver pressure the actuator required to overcome
the AGV static friction. Opening time was 20 ms plus an additional 20 ms of valve bounce.
No mechanical damage occurred as a consequence of the actuator’s contacting the nylon end
stops with significant velocity. Therefore, the author deemed the opening characteristics of

Figure 6.8, acceptable in view of this, as well as the 40 ms total opening time.
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Table 6.1
Tabulated output of the program OPEN, predicting the
opening characteristics of the AGV with an 8.02x10° N/m’
differential pressure across it

Displacement (mm) Velocity (m/s) Acceleration (m/sz) Time (ms)
1 0.727 264.1 2.752
2 1.027 262.9 3.893
3 1.247 250.0 4.773
4 1.427 240.9 5.501
5 1.581 232.5 5.186
6 1.717 224.4 6.792
7 1.837 212.8 7.354
8 1.944 201.1 7.884
9 2.039 189.5 8.386
10 2.124 177.8 8.866
11 2.201 165.9 9.329
12 2.270 153.9 9,776
13 2.331 141.7 10.211
14 2.386 129.2 10.635
15 2.434 116.3 11.050
16 2.476 102.9 11.457
17 2.512 89.0 11.858
18 2.541 74.5 12.254
19 2.364 59.1 12.645
20 2.581 42.9 13.034
21 2 391 25.5 13.421
22 2.594 6.8 13.806
23 2.589 -13.4 14.192
24 2.574 -35.5 14.580
25 2.551 -59.9 14.970
26 237 -87.1 15.364
27 2.470 -117.6 15.766
28 2.407 452.4 16.177
29 2.326 -192.4 16.599
30 2.221 -239.0 17.038
31 2.084 -294 .4 17.502
32 1.903 -360. 1 18.004
33 1.654 -443.2 18.566
34 1.282 -546.6 19.248
35 0.531 -680.4 20.351
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6.3 WORKING SECTION INLET AND EXIT FLOWFWFIELDS
6.3.1 Introduction

The author first installed the turbine module in the ILPT without fitting the turbine disc. The
author filled the gap left by the turbine disc in the inner annulus with a wooden ring to enable

him to assess the working section inlet and exit flow fields.

The author fitted wall static pressure tappings in the working section, Figure 6.9, 10 &
11, and connected them to National semiconductor differential pressure transducers
(Nationals) mounted on the turbine module outer casing. The author also used a pitot
mounted Kistler piezoelectric pressure transducer upstream of the vanes at Plane A to

measure total pressure in the working section.

Facility run times of 0.5 seconds with low piston oscillations were available if the
author tuned the ILPT to design condition at a gas to wall temperature ratio of 1.0 (see
Section 3.4.1). The ILPT required long run times and constant total pressure as the static
pressure tappings connected to Nationals via long lengths of hypodermic tubing, with a 200

ms fill time for the longest tubes.

6.3.2 Vane inlet flowfield

Circumferential inner and outer surface static pressure distributions at Plane B, Figure 6.12,
exhibited very little variation, indicating uniform flow from the AGV. The author positioned
the total pressure probe at Plane A mid-way between two AGV struts at mid-passage height
to minimise the likelihood of AGV strut wakes influencing the probe. The author mounted a
total pressure probe in Plane B, downstream of a strut trailing edge, which moved between
runs to form an eleven point radial total pressure traverse. The author measured reference
total, Prs, and traverse total, Py,, to an accuracy of £%2%, so to measure the ratio Py,/Pr.r to
+1%. The eleven point inlet total pressure traverse, Figure 6.13, fell well within the limits of

experimental error. The ratio of total pressure in Plane B to total pressure in Plane A was
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greater than one. This unexpected result was attributed to experimental error as the author
measured P, in an AGV strut wake and P, between wakes. The effects of measurement
error dominated over any genuine total pressure loss downstream of the AGV strut, indicating
that any total pressure loss was small. The uniform radial total pressure traverse and
circumferential inner and outer annulus static pressure measurements led the author to

conclude that the vane inlet flow field was radially and circumferentially uniform.

Izsak (1988) investigated turbulence level at Plane B and measured the radial
distribution of turbulence at the same location that the author used to measure the radial total
pressure profile. Izsak measured 2.5% turbulence, Figure 6.14, rising to over 4% near both
inner and outer annulus. Izsak obtained his results using a hot wire anemometer with a gauze
fitted across the AGV trailing edges. This compared well with the 2.5% = 0.5% turbulence

level measured by the author during final AGV design model testing (see Section 4.3.2).

6.3.3 Vane exit flow field

The author measured circumferential static pressure distributions at Plane C in conjunction
with measured upstream total pressure to calculate Mach number distributions on the inner
and outer annulus, Figure 6.15. The +1% error in total to static pressure ratio at a Mach
number of 1.0, resulted in a £0.8% error in Mach number. The Mach number’s run to run
variation fell well within a £0.8% Mach number error band; however, a significant point to
point variation of Mach number around both the inner and the outer annulus occurred.
Maximum circumferential Mach number variation on the outer annulus was 0.15 and 0.1 on
the inner annulus, an order of magnitude greater than the error band on Mach number. Mach
number run to run variation was within the limits of experimental error, but this could not

account for the variation of Mach number around both the inner and outer annulus.
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The author assembled the turbine module with care to minimise misalignment
between inner and outer annulus casings. There was, however, inevitable nonconcentricity
between them, due to manufacturing tolerances and imperfect alignment. The author
measured tolerance on distance between inner and outer annulus at +0.125 mm, which he

suspected was responsible for Mach number point to point variation.

Consider the working section as two concentric rings, outer radius Ry, with a radial

distance h separating inner and outer annulus.

For isentropic compressible flow,

4_112 (HV‘Isz o - 63
A My-10 2

By substituting Equation 6.2 into Equation 6.3 and rearranging in terms of h,

1
7+ | 2

* _ 2(7-1)
h=pr, -1 | 2 (1+y lej ' - 64
y+1 2

where Ry =261.4 mm (Plane C)

A" =0.0396 m* (Vane exit area)

y=14
Using Equation 6.4 demonstrates that a change in Mach number from 0.9 to 1.0
(approximately design value vane exit Mach number +0.05) occurs as a consequence of a

0.24 mm change in h, which was consistent with the manufacturing and assembly tolerances.

The author recalibrated, changed and recalibrated the pressure transducers to measure
static pressure at Plane C. The author observed the same variation in circumferential vane
exit Mach number and concluded that measurement error was not responsible for the

observed circumferential variation of Mach number at Plane C. The author measured the vane
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throat area at 4% lower than its design value, with a 3% variation in throat area between
individual vane passages. The variation indicated significant tolerance on Rolls-Royce plc
manufactured items in the turbine module. The author considered the effect of inner and outer
annulus eccentricity using a simple one-dimensional approach, indicating that the measured
eccentricity was consistent with the measured variation in Mach number. The author
concluded that manufacturing and assembly tolerances were responsible for the observed

circumferential variation in Mach number at Plane C.

A £0.05 circumferential variation in vane exit Mach number results in a +£3°
circumferential variation in blade incidence. Whilst this was undesirable, Hilditch (1989)
measured mean mid-height blade heat transfer rates on the B22 turbine and found that they
remained almost constant during ILPT operation. Blade mid-height incidence changed by
over 30° during ILPT operation, Figure 7.5, indicating a remarkable insensitivity of blade
heat transfer rate to incidence variation. Due to the apparent insensitivity of blade heat
transfer rates to incidence variation, the circumferential variation in vane exit Mach number,
and therefore incidence, due to manufacturing and assembly tolerances, was concluded by the

author to be tolerable.

Mach number distributions at Plane D, Figure 6.16, were similar to those at plane C.
Circumferential variation of Mach number at Plane D was 0.2, attributable to the
manufacturing and assembly errors of the turbine and turbine module. As with Plane C, run

to run variations in Mach number were small.

6.4 DYNAMIC COMMISSIONING
6.4.1 Introduction

The author commissioned the turbine module rotating system in three stages. First stage
commissioning established the satisfactory performance of the bearing and rotating system

without the turbine disc. The second stage commissioned the bearing and rotating system
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with the fully bladed turbine disc. The third stage commissioned the bearing and full rotating

system with flow through the working section.

Stage one commissioning involved spinning the rotating system to 10,000 rpm over
the course of twenty runs. Stage two commissioning involved rotating the full rotating
assembly to 10,000 rpm over the course of twenty five runs. Stage three commissioning
involved firing the ILPT and assessing bearing and rotating system performance during ILPT
operation. Stage three commissioning started from a low speed, 4 Reynolds number starting
point, with full turbine design conditions reached by the end of commissioning trials. At the
conclusion of stage three commissioning, the bearing and rotating system performed

satisfactorily at turbine design conditions.

6.4.2 Stage one commissioning, the bearing and rotating system without turbine disc

Stage one commissioning objectives were to run the rotating system to its overspeed
condition of 10,000 rpm incrementally to ensure the bearing system, oil system and rotating
system performed satisfactorily. The author monitored bearing cage/shaft speed ratio to
assess the bearing system performance. The oil system performance was judged by
monitoring bearing temperature, bearing cavity oil exit temperature and flow rate. The
rotating system performance was judged using vibration limit criteria based on ISO Standards

(see Section 4.1.7).

During the course of twenty runs, the author increased turbine speed to 10,000 rpm.
The "stepped form of the speed/time trace, Figure 6.17, was due to the low inertia of the
rotating system caused by the turbine disc's absence. A small increase in air flow rate to the
air motor resulted in the turbine’s rapid initial acceleration, then a levelling off of speed as

bearing and shaft windage losses rose to equal air motor power.

- 115 -



The author measured the turbine shaft speed and the speed of the single bearing's cage
during each ILPT run. This facilitated calculation of the bearing's cage/shaft speed ratio,
allowing the author to plot cage/shaft speed ratio as a function of turbine speed, Figure 6.18.
Section 4.1 considers bearing cage/shaft speed ratio with a nominal value of 0.45 typical for
the single bearing. If cage/shaft speed ratio fell below 0.2 or rose above 0.8, the bearings
would no longer roll, but would "skid" (see definition in Section 4.1.3), which would result in
the bearings’ rapid frictional heating and subsequent failure. Measured cage/shaft speed ratio
remained close to its nominal value of 0.45 over the turbine's speed range, giving the author

confidence that the ball bearings were rolling, not skidding.

Rolls-Royce plc two-plane balanced the turbine shaft before the bearing system’s
final assembly. This resulted in very low vibration levels during stage one commissioning.

Vibration levels did not exceed 1.0 mm/s at any speed up to 10,000 rpm.

6.4.3 Stage two commissioning, the bearing and rotating system with fully bladed
turbine disc

Stage two commissioning objectives were similar to those of stage one, with the addition of
the fully bladed turbine disc to the rotating system. During the course of fifteen runs, the
author increased the turbine speed to 4,500 rpm with the speed/time trace for run 29, Figure
6.19, being typical. Turbine speed rose more slowly than during stage one commissioning
with the addition of the turbine disc increasing the rotating system's inertia and windage loss.
The author conducted the first fifteen runs with the working section at atmospheric pressure.
This resulted in disc and blades windage loss which prevented the air motor from driving the

turbine past 4,500 rpm.

After evacuation of the working section, the author confirmed the bearing’s

satisfactory performance by spinning the turbine to 5,000 rpm. Examination of the relevant

ISO Standards on rotating machine vibration levels (see Section 4.1.7) led the author to the
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decision to balance the rotating system if they recorded vibration levels of 4-10 mm/s. The
author recorded vibration levels in the 4-10 mm/s range as the turbine passed through a
resonance at 4,000 and 4,500 rpm. Dietz (1988) carried out an investigation of turbine
dynamic performance, whilst balancing the rotating system. In all, Dietz identified six modes

of vibration in the 0 to 10,000 rpm speed range which Table 6.2 illustrates.

Table 6.2
Turbine module modes of vibration,
reproduced from Dietz (1988)
Frequency
Vibrating Component

Hz rpm
Bearing Housing 29 1750
Facility support structure 33 2000
Dump tank 40 2400
Disc/shaft assembly 66 4000
Facility support structure 75 4500
Facility support structure 110 6600

After balancing the rotating system, the author increased turbine speed in increments
to 10,000 rpm, Figure 6.20. The vibration modes that Dietz identified are clearly visible on
the vibration/time trace, Figure 6.21; however, at no point do they exceed 4 mm/s, indicating
the rotating system was well balanced. Bearing temperature and bearing cavity oil exit
temperatures remained within 5 K of each other, with a peak rise of 30 K at 10,000 rpm. A 30
K rise in oil temperature across the bearings with an oil flow rate of 5 I/min indicated 3.9 kW
of power removed from the bearings in the form of heat. The predicted power loss for steady
state running at 9,800 rpm, assuming no heating of the bearing housing, was 4.25 kW (see
Section 4.1.1). The oil removed approximately 90% of the power dissipated in the bearings.

The oil probably removed less than 90% of the power dissipated as heat in the bearings,
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indicating that the prediction of bearing power loss was probably low. The author’s main
consideration was that oil temperature rise should remain below 80 K, and that the bearing
cage shaft speed ratio remained close to its nominal value. Meeting these criteria, the author
concluded that the beating system was performing satisfactorily at rotational speeds of up to

10,000 rpm.

In order to determine total bearing/seal losses at 6,500 rpm, the author ran down the
turbine pre-run speed through 6,500 rpm after cutting off flow through the air motor. The
working section was evacuated to 500 N/m’, thus reducing disc windage to 25W (using
Lawson’s (1970) method - see Section 4.2.1), which was small enough to be ignored. One
can use the turbine run down curve, Figure 6.22, to find deceleration, slope of the speed/time
trace at 6,500 rpm. One can express power as,

P, =Quw
and torque  Q=I1w

therefore P =Ilwo - 6.5

where [ =1.633 kgmz (see Section 5.4)
o = 6,500 rpm = 680 rad/s

Measured turbine deceleration, @, with 50x10° N/m* pressure in the working section was
12.5 rads/s>. Using Equation 6.5, this gave a power loss of 13.88 kW at 6,500 rpm. Measured
turbine deceleration with 500 N/m” pressure in the working section was 7 rads/s®; using
Equation 6.5 this gave a power loss of 7.77 kW at 6,500 rpm. Conducting Run 51 at a
pressure near vacuum, one can attribute the difference between power loss during Run 62 and
61, 6.11 kW to the disc windage and blade churning losses the author encountered during
Run 62. Using Lawson’s method to calculate disc windage (described in Section 4.2.1), with
a pressure of 50x10° N/m?, the author prediced a 5.31 kW windage loss. The predicted and
measured windage losses were in close agreement, with the difference ascribed to blade

churning.
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At 6,500 rpm, the predicted bearing power loss (see Section 4.1.1) and seal loss (see
Section 4.1.5) were 2.9 and 0.77 kW respectively, giving a total predicted power loss of 3.67
kW. The total measured power loss on Run 61 was 7 kW, almost twice the predicted value.
The author repeated the bearing power loss calculations, and found that careful manipulation
of the empirical constants within the relevant equations allowed him to achieve predicted
power loss close to that measured. The author concluded that the bearing power loss
calculation method was good, but uncertainties in the correct choice of empirical constants in
the relevant equations resulted in a low prediction of bearing power loss. Despite the ability
to model empirical constants in the relevant equations to give the measured value of bearing
power loss, the author considered it more appropriate to leave a genuine prediction of bearing

power loss in Section 4.1.1.

Once the author ran the turbine to its overspeed condition with satisfactory
performance of both the bearing and oil supply systems, he considered stage two

commissioning complete.

6.4.4 Stage three commissioning, the bearing and full rotating system with flow
through the working section

The objective of stage three commissioning was to run the turbine through design speed
during ILPT operation. It achieved full design condition speed and Reynolds number from a

low speed, 7 Reynolds number starting point.

The first full facility operation, Run 6362, was at 4 design Reynolds number, with a
target gas to wall temperature ratio of 1.3 and initial turbine speed of 500 rpm, Figure 6.23.
During Y4 Reynolds number runs, temperature ratio was between 1.2 and 1.3; however, the
author left ILPT fine tuning to a temperature ratio of 1.3 until the completion of stage three
commissioning. The authors chosen ILPT mode of operation involved running the turbine to

a higher speed than the required pre-run speed, point A (Figure 3.4), then cuting the air
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supply to the air motor and leting the turbine speed fall back to that required, point B,
whereupon the ILPT fired. Using low rotational speeds, bearing cavity oil exit temperature
remained unchanged. Due to a triggering problem, the author captured the cage/shaft speed
ratio only during the latter part of Run 6362. Bearing cage/shaft speed ratio during the facility

run time remained stable, Figure 6.24, and close to the predicted nominal value of 0.45.

After the success of the first %4 Reynolds number run, the author increased turbine
speed over the course of three runs, until turbine speed passed through design speed during

ILPT operation.

After the 4 design Reynolds number runs, the author increased Reynolds number to
> design value with an initial turbine speed of 1,000 rpm, Figure 6.25. ILPT operation
resulted in a sharp, but small, rise in bearing cavity oil exit temperature, which was consistent
with the speed rise during ILPT operation. Bearing cage/shaft speed ratio remained stable,
Figure 6.26, and close to the nominal predicted value of 0.45. There was some evidence of
the matched bearing pair cage/shaft speed ratio dropping during ILPT operation, then
increasing with the gas load removal at the end of the run (see prediction in Section 4.1.3). At
reduced Reynolds numbers, the turbine gas load also reduces; therefore, the author expected

the apparent insensitivity of cage/shaft speed ratio to applied gas load.

During successive runs, the author increased initial turbine speed until it achieved
design speed during ILPT run time. Following successful operation at ’2 design Reynolds
number, the author tuned the ILPT to full design Reynolds number. For the first run at design
Reynolds number, the author reduced initial turbine speed to 1,000 rpm, Figure 6.27. Bearing
cage/shaft speed ratio matched predicted cage/shaft speed ratio (see Section 4.1.3) closely,
Figure 4.28. Measured single bearing cage/shaft speed ratio increased constantly during ILPT
operation, and the matched bearing pair adopted the stepped form due to the applied gas load

during ILPT operation (see prediction in Section 4.1.3).
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The author increased the turbine speed over successive runs until it reached design
speed, Figure 6.29, during ILPT facility operation. He recorded a peak temperature rise in the
bearing cavity oil exit temperature of 40 K, well below the 80 K SKF recommended
maximum. Vibration levels remained below the 4 mm/s level at which the rotating system
required balancing, except during the actual ILPT operation where the author recorded a peak
level of 7 mm/s, Figure 6.29. The author could associate this peak in vibration level, with the
piston in the pump tube striking the AGV front face at the end of ILPT operation, and

therefore was not a balancing problem.

Once the turbine achieved design speed and Reynolds number, the facility was fine
tuned to a temperature ratio of 1.3, with design inlet and exit Mach numbers. During stage
three commissioning, the author left the second throat fully open, resulting in the vanes
choking. The author closed the second throat incrementally over successive runs until vane
mid-height exit Mach number reduced to 0.946. ILPT fine tuning continued over several runs

to bring the turbine as close to design condition as possible.

Stage three commissioning concluded with tuning to turbine design condition. All
mechanical systems operated satisfactorily, with uniform flow field at the vane leading edge
plane during ILPT operation. Conclusion of stage three commissioning allowed
commissioning of the turbine module in-shaft electronic signal processing system and

instrumentation to commence, which Hilditch (1989) reported.

Following successful commissioning of the in-shaft electronics and instrumentation, a
short experimental program was undertaken to enable the author to study the B22 turbine's
performance and Hilditch to study turbine blade mid-height heat transfer rates. Hilditch was
responsible for heat transfer measurements, and fully reports them in Hilditch (1989).
Chapter 7 considers the accuracy with which the ILPT facility simulated and achieved the
B22 turbine design point, and presents the assessment of the vane flow field and turbine

performance.
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CHAPTER SEVEN
TURBINE STAGE PERFORMANCE

7.1 INTRODUCTION

Once the turbine module was fully commissioned, the author undertook a short test program
to fulfil two functions: (i) to study the variation of turbine non and quasi non dimensional
groups during ILPT facility operation and (ii) to measure turbine blade mid-height heat
transfer rates at turbine design conditions. Hilditch was responsible for heat transfer rate

measurements and fully reports them in Hilditch (1989).

Section 7.2.1 shows the calculation of time varying turbine non and quasi non
dimensional groups which enabled the author to assess the accuracy with which the ILPT
facility was able to achive the turbine design point. Section 7.2.2 considers parameters that
can by used to characterise a turbine’s performance, and derives the range of conditions over
which the B22 turbine passed during ILPT facility operation. Section 7.3.1 shows the
calculation of time varying non and quasi non dimensional groups which enabled the author
to assess their impact on the vane flow field and therefore, quantify the significance of their
variation. Section 7.3.2 assesses the accuracy of the engine condition simulation. Section
7.4.2 shows measured vane static pressure distributions in conjunction with measured vane
upstream total pressure. The author used these to calculate vane Mach number distributions
and compared them with predictions and linear cascade data. Section 7.4.3 describes the flow
visualisation carried out on the vane surface and end walls and concluded the chapter with a

consideration of the implication of flow visulisation results for the vane flow field.
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7.2 WORKING SECTION CONDITIONS
7.2.1 Time varying non dimensional groups

Rolls-Royce plc defined the B22 turbine design point in terms of non and quasi non
dimensional groups (see Section 3.2.2). In order to assess the closeness to the design point,
the author required the actual variation of non and quasi non dimensional groups during the
course of ILPT facility operation. The author observed that during ILPT operation, the
turbine non and quasi non dimensional groups continuously changed for two reasons. First,
turbine speed was rising continuously. Second, piston oscillations (see Section 3.4.2) result in
the working section total temperature and pressure oscillating about their design values, with

resulting oscillations in non and quasi non dimensional groups.

The author wrote the program ROTOR (see Appendix 1) to calculate turbine non and
quasi non dimensional groups. For each ILPT run, the author used ROTOR to input the
measured vane upstream total temperature and pressure, vane and blade exit inner and outer
annulus static pressures, turbine speed and acceleration. The ILPT low speed data acquisition
system (see Section 3.5.1) sampled each channel every 2.3 ms, allowing the author to
calculate turbine non and quasi non dimensional groups for approximately ninety time steps

during ILPT operation.

The author used ROTOR to calculate non and quasi non dimensional groups for
facility runs 6382, 3, 4 and 6445, 6 and 7. The turbine performance proved very repeatable;

therefore, the author only presents and discusses results of one run, 6384, here.

The author evacuated the ILPT working section during the facility set up procedure
(see Section 3.1.3). As ILPT facility operation commenced, the author opened the AGV (see
Section 4.3), and pressure in the working section increased from near vacuum to its design
value. The author connected the National pressure transducers, used to measure inner and
outer annulus static pressures, to the static pressure tappings with lengths of hypodermic

tubing, the lengths of which varied from 200 mm to 400 mm. The hypodermic tubing’s fill
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time was approximately 30 ms. The author measured the upstream total pressure using a
Kistler pressure transducer mounted in the head of the total pressure pitot probe. He did not
associate fill time with the total pressure measurement. The low initial measured static
pressure resulted in an erroneously high total pressure to static pressure ratio, Figure 7.1,
during the hypodermic tube fill time. After the first 30 ms of ILPT operation, the piston
oscillations resulted in both pressure ratio and Mach number crossing and recrossing their

design values.

Chapin (1983) investigated the amplitude and phase response of different lengths and
diameters of hypodermic tubing between a sinusoidal pressure source and pressure sensing
module. The hypodermic tubing the author used in the turbine module was 1 mm bore.
Chapin studied 1 mm bore hypodermic tubing of lengths 340 mm, 610mm and 760 mm.
Since the results of most relevance to the turbine module are those from the 340 mm length

tubing, all further comment will be with respect to these results.

Using Brooks and Jones’ (1989) method, one can predict the time period of piston
oscillation, Figure 3.12. For a temperature ratio of 1.3, Brooks and Jones predicted a piston
oscillation time period of 0.07 seconds, equivalent to 14 Hz. For a frequency of 14 Hz
Chapin measured a phase lag of 2}4° and a reduction of amplitude of 2%. He calculated the
theoretical response of the hypodermic tubing using the method of Bergh and Tijdeman’s
(1965), which was in close agreement with experimental data. Chapin studied the effect of
bending and coiling the hypodermic tubing, and concluded that the effect was negligible for
frequencies of less than 15 Hz. Chapin’s work led the author to conclude that the amplitude
and phase response of the hypodermic tubing in the turbine module over the encountered
frequency range did not change significantly by the presence of 200 mm to 400 mm lengths
of 1 mm bore hypodermic tubing. He verified this conclusion by overlaying the output signal
from the total pressure transducer (a Kistler pressure transducer mounted in the probe head)

with the output signal from a static pressure transducer on the inner annulus at the vane exit
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plane (incorporating the longest length of hypodermic tubing). The two signals’ phase were

in good agreement, Figure 7.2, after the 30 ms tube fill time.

The author predicted total pressure oscillations of 12% at a temperature ratio of 1.3
(see Section 3.4.2), which was in close agreement with the measured piston oscillations. The
12% oscillations in total pressure result in a similar predicted oscillation of mass flow rate
and Reynolds number, which the author observed in practice, Figure 7.3. Once again, piston

oscillations result in the actual value of parameters crossing and recrossing their design value.

The author calculated turbine specific speed and specific work number for Run 6384
using the method described in Appendix 1. Turbine specific speed and specific work number

are functions of turbine speed, and therefore rise continuously throughout ILPT facility

operation, Figure 7.4. Turbine specific speed is defined as N /AT . The effect of taking the
square root of temperature is to reduce piston oscillations to the root of their value, with the
consequence that the rising turbine specific speed trace incorporates only slight oscillations
passing through its design value once. Turbine specific work number has the full piston
oscillations imposed on its rising trajectory, with the consequence that it passes through its

design value three times.

Blade mid-height incidence angle and turbine vane exit Mach number, Figure 7.5, are
significant parameters as their accuracy at turbine design speed determines the accuracy of
the blade inlet velocity triangle. The turbine reached design conditions during time steps
142.6 ms and 144.9 ms into Run 6384 (see Section 7.2.2). During this time period incidence
and Mach number coincided closely with their design values, giving confidence that the run
achieved the design blade inlet mid-height velocity triangle during high speed data

acquisition (see Section 3.5.1).
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Overlay for Table 7.1

The content of each column of Table 7.1, and the design value of the parameter listed
in the column, are itemized below. The 7 ms high speed data acquisition period durring
Run 6384 extended from time step 140.3 ms to 144.9 ms and is shown cross hatched.

N

SOOI

Turbine blade mid-height incidence angle, design value, 0.0°
Mass flow number, design value, 7.03x1 0 msk'

Inlet totel to down strcam static pressure ratio, design value, 2.872
Specific Speed design value, 435.885 l‘pm/Kl/2

Specific work number, design value, 216.3 J/kg K

Mass flow rate, design value, 29.13 kg/s

Reynolds Number, design value, 2.7x10°

Mid-hcight vanc cxit Mach numbcr, dcsign valuc, 0.946

Turbine speed, design value, 8,434 rpm

Vane inlet total temperature, design value, 374 K

Vane inlet total pressure, design value, 8.02x105 Pa

Time after the start of low speed data acquisition

[ime steps over which high speed data was taken durring Run 6384
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Table 7.1
Turbine non and quasi non dimensional groups using ROTOR

for each measure point during Run 6384
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Overlay for Table 7.1
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The tabulated output of ROTOR for Run 6384, Table 7.1, clearly indicated the accuracy with
which the run achieved design conditions during ILPT facility operation. The error bars
associated with each of the parameters in Table 7.1 (calculated in Appendix 1) indicate that
during the 7 ms high speed data acquisition period, the run achieved turbine design

conditions within the accuracy of the measurement.

7.2.2 Measured turbine performance

Recall that Section 3.2 considered the dynamic similarity requirements for a correct

simulation of the turbine flow field where, following Horlock’s (1966) method,

; C AT
mﬁ, P :f{]\; Pr,Re,y} - 33

P T NG

For performance considerations, Horlock found the Reynolds number unimportant if large

enough’. One can regard over the temperature range encountered in the working section y as
constant; therefore, Equation 3.3 reduces to two possible equations, giving T /P and
C,AT/T as functions of N/ JT and P,. The assumption made in calculating Wm~NT | P (see

Appendix 1) that the vanes are always choked, results in WmNT /P as constant. The

independent and non constant variables relevant to turbine performance are, therefore,

C,AT/T, N/ \/7 , and P;. One can, therefore, reduce Equation 3.3 to,

C,AT

N
T :f{ﬁ’P’} -

where the function, f, was unknown. During ILPT run time, turbine power and speed rise

continuously, therefore C,AT/T and N/ JT rise continuously. ILPT piston oscillations (see

Section 3.4.2) result in oscillations of vane upstream total pressure and temperature. The

3 The run achieved both design Reynolds number and gas to wall temperature ratio during ILPT operation as
they were significant parameters when measuring heat transfer.
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oscillations in vane upstream conditions, in turn, result in oscillations in turbine pressure ratio

(see Section 7.2.1). Continually rising N/ VT, with an oscillating C,AT/T and P; , results in

the turbine tracing out a path across its performance "map", Figure.7.6 a&b. From the

measured values of C,AT/T, N /T and P;, one can infer the turbine's performance map
using a surface fitting routine. The surface in Figure 7.6 a&b is the function in Equation 7.1,
and characterises the performance of the B22 turbine about its design point. The overlays
illustrate the actual path the turbine followed over its performance map during ILPT facility

operation.

The function in Equation 7.1 will be different from turbine to turbine; however, it will
not change with time for an individual turbine, assuming turbine geometry remains constant.
If turbine geometry should change (for example, turbine tip clearance may increase as the
turbine wears), then the function in Equation 7.1 will change. By assuming the geometry of
the B22 turbine remains constant, the author assumed that the function in Equation 7.1 was
unique and constant with time. Assuming one can approximate the function in Equation 7.1
to a second order polynomial in the locality of the design point, one can write Equation 7.1

as,

C AT

2
N ) N
P —gP +b—+c{P.} +d{— - 72
Fmap b gelnf s al )

Using the values of C,AT/T, P, and N/ VT from Table 7.1 at the measure points for time

140.3 ms to 147.2 ms, one can evaluate the constants in Equation 7.2,

C AT 2
pT =-778P, + 6.09i+130{P,  +6.70x107 {i} - 7.3

T VT

Substituting design values of N/ JT and P, into Equation 7.3 yields C,AT/T = 215.94 J/kgK,

with error bars (see Appendix 1) of +3% and -5%. Design C,AT/T was 216.3 J/kgK,
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indicating that it was achieved at design values of N/ JT and P,, within the accuracy of the

measurement.

One can linearly interpret the run time at which measured C,AT/T, N/ JT and P, was

achieved from their measured values close to the design point by assuming,

C AT
Pl ey S\ cP.
ro\r
Evaluating the constants yields,
C AT
£=7.0x107 —220 43985107 2 _ 10.5P. - 74
r VT

Substituting into Equation 7.4 design values of N/ JT and P, and a C,AT/T of 215.94 JkgK
gives a time of 144.8 ms. Therefore, the ILPT Run 6384 achieved design conditions after
144.8 ms. The time step closest to 144.8 ms was at 144.9 ms (see Table 7.1), therefore, one

can assume that Run 6384 achieved design conditions at the time step 144.9 ms into Run

6384. The author chose C,AT/T, N/ \/T and P; in Equation 7.4 to maintain consistence with

Equation 7.3; however, he could have used other variables from Table 7.1, or C,AT/T,

N/AT and P.. Turbine speed, vane exit Mach number, C,AT/T and blade incidence angle
are all closer to their design value at the time step 142.6 ms into Run 6384; therefore, one
must regard the run achieving design conditions over a time period that spans the measure

points 142.6 ms and 144.9 ms into Run 6384.

This thesis focuses on the design and commissioning of a new working section for the
ILPT facility that would enable run times to achieve turbine design conditions; therefore, the
author did not perform experimental work at "off-design" conditions. However, the author
regarded the turbine module’s ability to cover a range of conditions during a single ILPT run
as one of the facility's major strengths. Future experimental programmes will utilise the

turbine's ability to cover a range of conditions during a single ILPT run, enabling future
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generations of research students to study the turbine flow field at design and off-design

conditions.

7.3 THE VANE STATIC PRESSURE FIELD
7.3.1 Piston oscillations

The author considered the mechanisms responsible for piston oscillations in Section 3.4.2,
and predicted them as 12% (peak to peak) of total pressure at turbine design conditions. This

section quantifies the significance of piston oscillations on the vane flow field.

The author utilised Rolls-Royce plc’s blade-to-blade prediction code FINSUP to
assess the effect of piston oscillations on the vane flow field. FINSUP enabled the author to
construct a finite element grid around a vane section, Figure 7.7. He could then calculate the
inviscid flow field from specified inlet total temperature, pressure and exit Mach number.
Once the inviscid flow field was calcualted, FINSUP used an integral boundary layer
calculation to predict boundary layer displacement thickness, &, over vane suction and
pressure surface. FINSUP assumed that one could account for the boundary layer blockage
by adding the boundary layer displacement thickness to the specified vane profile, therefore
slightly modifying it. FINSUP then recalculated the inviscid blade-to-blade flow field for the
modified profile, and then recalculated the boundary layer. FINSUP iterated between flow
field and boundary layer calculations until it reached a converged solution. In this way,
FINSUP accounted for boundary layer blockage when calculating the inviscid blade-to-blade
flow field.

In order to ascertain the effect of piston oscillations on the vane mid-height blade-to-
blade flow field, the author ran FINSUP to the conditions in Table 7.1 at time steps 121.9 ms
and 142.6 ms, a "trough" and "peak" in piston oscillations which straddled the design value of

total pressure.
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The predicted Mach number distributions for time steps 121.9 ms and 142.6 ms were
in good agreement, Figure 7.8, except over the latter half of the suction surface. At time step
121.9 ms, ROTOR calculated a vane exit Mach number of 0.9047. At time step 142.6 ms,
ROTOR calculated a vane exit Mach number of 0.9420. This change in vane exit Mach
number likely was responsible for the discrepancy between the two predicted Mach number
distributions, not the change in inlet total pressure. The time step 144.9 ms was still close to
the piston oscillation peak, but with an exit Mach number of 0.9044, very close to that for
time step 121.9 ms. The author conducted a FINSUP prediction for time step 144.9 ms,
which overlaid the predicted Mach number distribution for time step 121.9 ms exactly,
confirming that the change in exit Mach number, not inlet total pressure, was responsible for

the deviation between Mach number distributions at time steps 121.9 ms and 142.6 ms.

Piston oscillations result in a change of vane exit Reynolds number from 2.45x10° at
time step 121.9 ms, to 2.87x10° at time step 142.6 ms. One can show boundary layer
displacement thickness, 8", for a turbulent boundary layer as 0.0463Re™? (from Shames,
1982); therefore, increasing Reynolds number should result in a decrease in predicted
boundary layer displacement thickness. The boundary layer displacement thickness for time
step 142.6 ms was less than that for time step 121.9 ms, Figure 7.9, consistent with the

expected trend, but the magnitude of the difference was negligibly small.

FINSUP’s blade-to-blade flow field predictions indicate that oscillations in total
pressure have a secondary effect on the vane flow field compared to changing vane exit Mach
number. The change in boundary layer blockage due to oscillations in Reynolds number has a

small effect on the vane flow field which one can ignore.
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7.3.2 Accuracy of engine condition simulation

Recall that Chapter 3 considered simulation of the B22 turbine design point and showed that
the ILPT, as a short duration air supply, could achive all non and quasi non dimensional
groups used to define the turbine design point. The ILPT provided the turbine module with
compressed air that had a ratio of specific heats, v, of 1.4 (the rig y). A ratio of specific heats
for the combustion products entering a high pressure turbine in the engine environment of
1.275 would be typical (the engine y). This section will quantify flow field simulation error
incurred in the ILPT facility as a consequence of using a working fluid with a y of 1.4, rather

than 1.275.

Using the Rolls-Royce plc blade-to-blade prediction code FINSUP described in
Section 7.3.1, the author predicted the vane mid-height flow field at B22 turbine design
conditions using the rig and engine vy, Figure 7.10. The two predictions were virtually
indistinguishable, with only the slightest variation on the crown of the suction surface. The
effect of changing y from 1.4 to 1.275, whilst keeping all other design point non dimensional
groups constant, was to reduce, slightly, turbine mass flow rate. As the vanes are not quite
choked, a slight reduction in mass flow rate will result in a slight reduction in Mach number
at the throat. This observation is consistent with the observed trend (Figure 7.10), but the

magnitude is so small that one can ignore it.

Predicted vane suction surface boundary layer displacement thickness, Figure 7.11,
was in close agreement for the rig and engine y. The engine y prediction of boundary layer
displacement thickness was slightly lower than that for the rig vy at the crown of the suction
surface, Figure 7.11. In order to maintain vane exit design conditions (a Mach number of
0.946 and Reynolds number of 2.7x106), the B22 turbine required a vane inlet total pressure
of 8.02x10° Pa at the rig y and 8.63 x10° Pa at engine y. Assuming that Mach number was
unity at the blade throat for both rig and engine v, it can be shown that for the required vane
inlet conditions to achieve the design outlet conditions in both cases, Reynolds number will

be slightly higher at the throat for the engine y than the rig y. Boundary layer displacement
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thickness for a turbulent boundary layer can be shown to be 0.0463Re™? (from Shames,
1982); therefore, the slightly higher throat Reynolds number at the engine y will result in a
slightly lower boundary layer displacement thickness consistent with the predictions in
Figure 7.11. Due to the small effect on boundary layer displacement thickness of changing v,
one can regard the change in boundary layer blockage from rig to engine y as negligibly

small.

The author quantified the overall effect of changing from the engine to the rig v,
concluding that the change had a small effect on the vane flow field and boundary layers. The
change in the vane flow field as a consequence of using a working fluid with a y of 1.4

instead of 1.275 was therefore concluded to be negligible.

74  VANE STATIC PRESSURE DISTRIBUTIONS

7.4.1 Pressure tapping locations

The B22 turbine contains a ring of thirty six vanes, instrumented with six pressure tappings.
Each instrumented vane has a pressure tapping at the leading edge and every 10% axial chord
up to, and including, 90% axial chord. One can divide the instrumented vanes into three
groups of two, covering the suction and pressure surface at 10%, 50% and 90% stream tube
heights, Figure 7.12. The author mounted each pair of instrumented vanes to form an

instrumented passage, Figure 7.13.

One can visualise the location of pressure tapped pairs of vanes in the vane ring by
considering the turbine module when viewed downstream from the working section. Imagine
the vanes numbered one to thirty six in an anti-clockwise direction, with vane one at top dead
centre. The tip suction surface instrumented vane would be number fourteen, and the pressure
surface instrumented vane number fifteen. Similarly, the root suction and pressure surface

instrumented vanes would be numbers seventeen and eighteen, and the mid-height vanes
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numbers twenty and twenty one. Each instrumented vane pair was at least one vane away

from another instrumented pair, or vane cassette.

7.4.2 Vane Mach number distributions

The author used measured static pressures around the 50% height vane section in conjunction
with measured vane upstream total pressure to calculate vane Mach number distributions.
Measured and predicted Mach number distributions (predicted using FINSUP, see Section
7.3.1) compared well at vane mid-height, Figure 7.14, with minimal run to run variation of
the measured data. The agreement between predicted vane mid-height Mach number
distributions at design conditions, and those at time step 142.6 ms (from Table 7.1, see Figure
7.8) was excellent, with the two predictions overlaying exactly. The good agreement between
predicted design condition Mach number distributions, and at time step 142.6 ms
demonstrates the accuracy with which the ILPT facility achieved the design flow field. The
good agreement between predicted and measured Mach number distributions indicated that

the flow field was essentially two dimensional at the vane mid-height section.

Nicholson (1981) measured the static pressure distribution around the B22 vane mid-
height section in the ILPT facility when fitted with a linear cascade, Figure 7.15. The change
from a linear to annular cascade cannot explain the discrepancy between two dimensional
cascade data and the prediction, as the two dimensional prediction matched B22 turbine blade
mid-height section results well. The explanation for the discrepancy was Nicholson and the
author’s use of the difference between their definitions of "mid-height section". Rolls-Royce
plc supplied the B22 turbine with vanes that were pressure tapped at 10%, 50% and 90%
stream sections, Figure.7.12. Stream sections are an attempt to follow a fluid streamline
through the vane passage and therefore, do not have a constant radius from the engine centre

line. One can define plane sections as those with a constant radius from the engine centre
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line. Nicholson’s B22 mid-height section was a plane section. The author’s mid-height

section in contrast was a stream section.

Nicholson defined the mid-height section as 280.8506 mm from the engine centre line
for a section that was 68.275% engine size, giving a full size engine radius of 411.352 mm.
The radius of the mid-height vane streamline section on the B22 turbine vane at the trailing
edge was 255.04 mm for a section that was 62% engine size, giving a full size engine radius
of 411.355 mm. Clearly, the author’s stream section and Nicholson’s plane section are
coincident only at the trailing edge. It was ironic that the B22 turbine vanes only pressure
tapped to 90% axial chord, so the author could not make a direct comparison between
Nicholson’s and his Mach number distributions at the coincident point. The author concluded
that if a prediction of vane mid-height Mach number distribution was performed using
Nicholson’s definition of mid-height, agreement with Nicholson’s measured data would

probably be as good as that achived by the author.

Facility repeatability at vane tip sections was excellent, Figure 7.16, with the two
dimensional prediction in good agreement with measured data. Secondary flows were strong
at the vane tip (see Section 7.4.3); however, the two dimensional prediction was able to
predict the Mach number distribution well, indicating that the flow was essentially two

dimensional on the vane surface.

The hub prediction was in good agreement with the measured data, except over the
latter half of the suction surface, Figure.7.17. The form of the measured data suggested that
the actual vane exit Mach number was higher than the design value, resulting in the measured

Mach numbers over the latter part of the suction surface being higher than predicted.

One can explain the discrepancy between measured and predicted hub Mach numbers

by considering the vane passage shape. The high inner annulus curvature at the vane hub will
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result in a radial pressure gradient being set up to establish the required streamline curvature
in the flow. This static pressure gradient will result in the static pressure on the inner annulus
being lower that it would have been had Rolls-Royce plc not incorporated inner annulus
curvature into the vane design. Engineers at Rolls-Royce plc designed the B22 turbine using
two dimensional blade-to-blade and meridional prediction codes. The meridional solver was
of the streamline curvature type, with no calculation stations within the blade row. For this
reason, the strong hub meridional curvature was not well modelled during the design of the
B22 turbine. The vane exit static pressure will, therefore, be lower than design at the root,
thus the exit Mach number will be higher than that predicted using the two dimensional
prediction code. This is a primary flow effect that arises as a consequence of the three

dimensionality of the vane passage shape.

7.4.3 Vane surface flow visualization

The author designed the turbine module with two "cassettes" holding four vanes each, Figure
3.2, mounted on either side of the turbine module. One could remove these vane cassettes
prior to and following ILPT facility operation. The author used each cassette for a different
flow visualisation technique. The first, a two colour flow visualisation technique, involved
mixing coloured dye with paraffin and painting it over the vanes and end walls. The author
used red dye on the end walls and green on the vane suction and pressure surface. After
facility operation, the red and green dye locations indicated where secondary flows had swept
blade fluid onto the end walls, and end wall fluid onto the vanes. The second, an oil dot flow
visualisation technique, involved mixing titanium-dioxide (a white powder) and paraffin to
form a slurry, which was applied to the vanes as dots, in what the author considered strategic
locations on both vane surface and end walls. After facility operation, the dots formed streaks
indicating the flow direction. The streaks’ length approximately indicated flow velocity. The

author took care to ensure that he painted the dots as uniformly as possible.
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Recall that Section 2.2 considered the mechanisms responsible for three dimensional
flow phenomena in a cascade. Goldstein and Spores’ (1988) model, Figure 2.6, was a useful
guide when interpreting the results of other workers. The author uses it here to help interpret

flow visualisation results.

The two colour flow visualisation on the vane suction surface, Figure 7.18, gives an
excellent indication of the extent of the secondary flow development on the inner and outer
vane annulus. The secondary flow swept large quantities of red end wall dye onto the vane
suction surface on the outer annulus, with virtually no transport on the inner annulus. The
author was not surprised by the minor secondary flow development on the vane inner annulus
as the vane exit Mach number at the hub was (see Section 7.4.2) above its design value in this
region. A high vane exit Mach number at the hub will result in under turning of the flow in
this region. The inner annulus boundary layer will be turned more due to the lower velocities
in the boundary layer, but not enough to allow boundary layer fluid to sweep up the vane
suction surface as it was at the tip. The radial pressure gradient at vane exit also acts to keep
low momentum fluid on the inner annulus and encourage migration in the tip region.

Therefore, the author expected more dramatic flow visualisation results at the vane tip.

Goldstein and Spores’ model predicts a down flow of fluid from the vane pressure
surface onto the end wall. The author saw this effect in the outer annulus two colour flow
visualisation, Figure 7.19, where green dye from the suction surface predominately replaced
the red end wall dye. In the third vane passage, Figure 7.19, the author did not paint the
vane’s suction surface; therefore, the green dye on it indicates that the pressure surface
transported the dye across the outer annulus and up the suction surface. The observed up flow

on the suction surface was also in agreement with Goldstein and Spores’ model.

The oil dot flow visualisation of the vane suction surface, Figure 7.20, indicates the

"lift off” of the pressure/passage vortex (see Section 2.2) as it reaches the suction surface’s
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crown after migrating across the outer annulus. The pressure gradient that builds up through
the vanes was responsible for driving the outer annulus pressure/passage vortex towards the
hub, the angle of the oil dots at lift off, indicating that the pressure/passage vortex will be

driven down to approximately 80% vane trailing edge height.

Oliver (1989) studied the B22 turbine in a low Reynolds number facility and

conducted a traverse of total pressure loss at design C,AT/T, N/ JT and P;* 10% vane axial
chord downstream of the vane trailing edge plane, Figure 7.21. The loss cores that one
associates with inner and outer annulus pressure/passage vortexes are similar to those Binder
(1982) saw, Figure 2.11, with the outer annulus loss core centre located at approximately

80% vane trailing edge height, as the oil dot flow visualisation indicated.

The radial pressure gradient at vane exit has a major influence on flow in the vane
trailing edge region. Under ultraviolet light, the author could see the streak of red dye from
the tip secondary flow down the trailing edge, Figure 7.22. The author had difficulty
photographing the inner annulus wake region, Figure 7.23; however, he could see the
presence of green dye from the vane surface. Green dye swept off the vane surface into the

wake, then deposited onto the inner annulus under the action of the radial pressure gradient.

The author established the qualitative nature of the flow field leaving the B22
turbine’s vanes, with strong secondary flow development at the vane tip, and minor
secondary flow development at the hub. The identification of higher than design value vane
exit Mach number at the vane hub will result in under turning the flow in this region, with
secondary flows at the tip resulting in the flow overturn there. The secondary flow
development on the outer annulus was consistent with Goldstein and Spores’ model, and of a

comparable magnitude to Binder’s observations.

4 CoAT/T, N/ JT , and P; are the important non and quasi non dimensional groups that engineers must match in
a turbine test facility, if the turbine performance in the rig and engine is to be similar ( see Section 7.2.2).
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The author concluded that the large inner annulus contraction suppressed the
migration of high loss fluid towards the suction surface. However, Oliver’s observation of the
high loss region at the vane hub indicates there was some secondary flow development in the
hub region. Measured vane mid-height Mach number distributions matched design condition
prediction closely, indicating that the mid-height vane flow field was essentially two
dimensional, and therefore outside the influence of hub meridional curvature and tip
secondary flows. The small variation of vane static pressure field with piston oscillations,
coupled with the accuracy with which turbine non and quasi non dimensional groups were
achived during the high speed data aquasition period, led the author to conclude that the
engine flow field simulation in the turbine module was adequate to allow future generations

of research students to meaningfully investigate the turbine flow field.
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CHAPTER EIGHT
SUMMARY AND CONCLUSIONS

Scholars have used a large number of experimental facilities to test two dimensional cascades
of aerofoils for many years to provide information about the turbine flow field, but inevitably
fail to model three dimensional and rotational effects. Engine manufacturers are moving
towards three dimensional design techniques in the never ending quest for higher efficiency
engines; therefore, there is a need for a turbine test facility capable of rigorously simulating
all aspects of the turbine flow field at engine representative conditions. Such a turbine test
facility would enable the study of previously neglected phenomena and the physical
mechanisms responsible for them. The detailed measurements made during the course of an
experimental investigation of the turbine flow field would also provide an ideal test case
against which to validate the three dimensional aero-thermo-dynamic design codes that

engine manufacturers are developing currently.

The B22 turbine is a high pressure turbine, with an operating point typical of modem
high-bypass ratio gas turbines. Cascades of B22 turbine mid-height vane and blade sections
have been the focus of a major research effort at Oxford for many years. The data available
on the aerodynamics of and heat transfer to the B22 turbine vane and blade mid-height
sections has led to an understanding of the flow field around these sections in cascade.
Doorly (1983), Doorly & Oldfield (1985) and Doorly et al. (1985) used a rotating bar wake
generator to simulate wake passing in a two dimensional cascade of B22 turbine blade mid-
height sections. This work elucidated the wake passing process, and in particular, the effect
of the wake passing process on the flow field around the B22 turbine blade mid-height
section. The wealth of data available on both the B22 turbine vane and blade mid-height
sections made the B22 turbine a logical choice for inclusion in a new turbine test facility

capable of a full three dimensional, rotating simulation of the turbine flow field.
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The Oxford University Engineering Laboratory Isentropic Light Piston Tunnel (ILPT)
was used by generations of research students to conducte the previous two dimensional
cascade testing of the B22 turbine vane and blade mid-height sections. The ILPT supplied
compressed air to the working section containing the aerofoils for approximately 300 ms at
the required temperature and pressure to correctly simulate the turbine flow field. The author
considered the ILPT as a possible short duration air supply for a full B22 turbine stage, and
found it capable of supplying it with air for 213 ms at the appropriate temperature and

pressure for correct turbine flow field simulation.

When the author considered those parameters relevant to the turbine flow field
simulation, it proved practical to model them all, with the exception of the ratio of specific
heats, y. The combustion products entering a high pressure turbine in an engine environment
would, typically, have a ratio of specific heats of 1.275. The ILPT’s working fluid,
compressed air, had a ratio of specific heats of 1.4. The error incurred as a consequence was
assessed and judged to be small, thus the author concluded that the turbine flow field

simulation was good.

Having established the need for a new turbine test facility capable of simulating all
flow features found in the engine environment and the suitability of the ILPT as a short
duration air supply for the B22 turbine, the author had to design a new working section for
the ILPT that incorporated the B22 turbine. The design of a new working section, the "turbine
module", fell broadly into two areas: (i) the aerodynamic design of the working section and

(ii) the turbine module's mechanical design.

The author conducted the aerodynamic design of the working section inlet duct in
parallel with the the aerodynamic design of the Annular Gate Valve (AGV). The AGV is
used to separate the working section from the ILPT pump tube. The author studied the final

AGV design performance by wind tunnel testing a linear wooden model of seven AGV
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spokes. The final AGV design did not suffer from any separated flow regions, resulting in a

radially and circumferentially uniform flow field at the vane leading edge plane.

One can subdivide the turbine module’s mechanical design into two areas:(i) the
bearing system design for the turbine disc and shaft and (ii) the turbine module rotating

system’s stress analysis.

The turbine module bearing system was required to operate over the range of
conditions encountered during ILPT operation. The author made a prediction of total bearing
load for four ILPT run states (pre-run, run start, run end and post run) and proposed a bearing
system. He utilised an SKF prediction code to predict bearing contact angles and loads for the
four run states. Bearing truncation did not occur and it did not exceed maximum bearing load,
giving the author confidence in the bearing system design’s suitablility for use in the turbine

module.

The acceleration of the turbine during ILPT operation was sufficiently high to raise
concern over the possibility of the bearings skidding. When a bearing skids, its cage/shaft
speed ratio falls below the predicted value for pure bearing ball rolling. The author predicted
bearing cage/shaft speed ratio for pure bearing ball rolling, which he measured during ILPT
operation. The results matched the prediction well, giving him confidence that the bearings

operated in a pure rolling mode.

The author undertook a rigorous axi-symmetric stress analysis of the turbine module
rotating system. Under design condition loads, the author predicted that the turbine would
grow 137x10° m radially and deflect 130x10° axially. He used this prediction when cutting
the blade over-tip seal, setting a static tip clearance of 492x10 m to achieve the Rolls-Royce
plc specified 380x10° m clearance at design conditions. Peak stress levels in the rotating
system occurred on the turbine disc inner bore when the author centrifugally loaded the

model at design speed. He predicted a peak stress level of 266 MN/m’ using hand
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calculations and 180 MN/m? using the finite element analysis. He considered the discrepancy
reasonable as the turbine disc is not a parallel sided plain disc, but is heavily cut away,
therefore reducing the bore’s load. When the author applied radial blade and axial gas loads
to the finite element model in addition to centrifugal loads, stress level in the turbine disc
bore increased to 240 MN/m?, with a peak value of 260 MN/m? in the fillet radii around the
main disc/mini disc interface. The author considered turbine disc bursting speed, and
predicted bursting speed of 14,000 rpm. During normal ILPT operation the B22 turbine
reaches a peak speed of 10,000 rpm. This was consistent with recommended practice that

bursting speed should be 1.4 times peak operating speed.

The author constructed and analysed a three dimensional model of the turbine blade
using three dimensional “brick” elements. He considered centrifugal and gas loading effects
on the blade, and modelled centrifugal load at design turbine speed. He found the stress
distribution around the blade mid-height section essentially two-dimensional, indicating that
strain on instrumentation mounted at this location was purely radial. Stress levels in the blade
were low compared to those in the turbine disc, enabling him to confirm that it was safe for
Dietz (1988) to remove small quantities of material on the blade's aerofoil to facilitate the
installation of flush mounted pressure transducers. The author predicted stress levels of 100-
110 MN/m” to occur in the blade root region, which matched the hand calculated value of
105 MN/m?* well. Predicted stress levels of 40 MN/m® around the aerofoil mid-height section
also matched the hand calculated stress level of 36 MN/m’ well, thus implying

instrumentation installed at this location would experience a strain, €, of 195x10°°.

The author illustrated the accuracy of the rotating system and blade finite element
models when he used them to predict the rotating system's moment of inertia. The predicted
moment of inertia fell within the measured value’s error bars, giving the author confidence in

both the finite element models and the measurement technique.
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Upon completion of the turbine module aerodynamic and mechanical design, the
author took responsibility for the turbine module’s assembly and installation in the ILPT.
After installing the turbine module, the author commissioned the new ILPT turbine test

facility.

Turbine module commissioning trials culminated with the turbine achieving design
conditions during ILPT facility operation. The author wrote a program, ROTOR, to calculate
time varying turbine non and quasi-non dimensional groups during ILPT facility operation.
He used ROTOR to establish turbine design condition accuracy and confirmed that turbine
design conditions were achieved during ILPT facility operation. During ILPT Run 6384, 7

ms of high speed data were aquired and during those 7 ms the ILPT facility achieved in the

working section a value of CpAT/T of 216.13, N/~NT of 435.93 and a P,, of 2.87. These
values were within 0.10%, 0.01% and 0.06% of their design values respectively, which was

within the estimated uncertainty of the measurements. The ILPT facility operation also

achieved a vane exit Mach number, Reynolds number and AT | Pof 0.942, 2.81x10°, and
7.1x10* respectively during the 7 ms high speed data acquisition period, within 0.40%,
4.07% and 1.00%, respectively, of their design values and within the uncertainty of the

measurements.

The range of conditions covered by the B22 turbine during ILPT facility operation
was primarily a means for the author to assess the accuracy with which the turbine achieved
its design point. However, during this assessment the author discovered that he could utilise
the turbine’s ability to cover a range of conditions during ILPT facility operation in a future

work programme, to study the turbine performance at off design conditions.

During the new facility’s commissioning trials, vane flow visualisation revealed
significant secondary flow development at the vane tip. Secondary flow development at the
vane hub was low, which the author concluded was due to the high inner annulus curvature.

This over-accelerated the flow in the hub region, suppressing the migration of low
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momentum fluid. Blade-to-blade vane hub predictions, mid-height and tip Mach number
distributions matched those calculated from measured vane static and upstream total pressure,
except over the latter half of the hub suction surface. Design peak Mach number at the root
was just over | at the crown of the suction surface, at an x/s of 0.5. The measured peak Mach
number was over 1.2 and occurred at an x/s of 0.8. At this location, the high inner annulus
curvature resulted in flow over accelerating, and consequently the exit Mach number was
higher than its design value. This observation was consistent with the flow visualisation

results.

The first results from the new ILPT working section have illustrated the viability of
achieving the required values of all parameters necessary for a rigorous simulation of the
turbine flow field. The next phase in the project will make detailed measurements of both
pressure (Dietz, 1988) and heat transfer rate (Allan, 1988) on the turbine blade in order to
better understand the mechanisms responsible for unsteady and three dimensional flow
phenomena in the rotating frame of reference. The author recommends further investigation
of the turbine performance at off design conditions, which could be extended to include a

study of the effects of varying blade tip clearance on turbine performance.
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A.l

A2

APPENDIX ONE
TURBINE NON AND QUASI NON DIMENSIONAL GROUPS

INTRODUCTION

At an early stage in the turbine module design, the author recognised that he would need to
assess the accuracy of turbine design point during each ILPT run. He calculated the non and
quasi non dimensional groups that he had used to define the turbine design point as functions
of facility run time for each ILPT run. He had to achieve this using parameters which he
could readily measure in the turbine module. These were vane inlet total temperature and
pressure, vane and rotor exit (Plane C and D, see Figure 6.9) inner and outer annulus static

pressures and turbine speed.

The ILPT low speed data acquisition system, TOPSY (see Section 3.5.1), samples
each measurement channel every 2.3 ms, enabling one to calculate turbine non and quasi non
dimensional groups at approximately ninety time steps during a typical ILPT run. To
calculate this, the author wrote a programme, ROTOR, which used TOPSY output data files
as input. The output from ROTOR was a single array, Table 7.1, of the twelve parameters,
which the author considered most important to achieve turbine design conditions. He then
used a commercial graph plotting package, GRAPHER and surface fitting package SURFER,

to pick up the array and plot, cross plot and surface fit the data.

THE PROGRAMME ROTOR
The author wrote ROTOR in FORTRAN on the Oxford university turbo machinery group

uVAX. Whilst writing ROTOR, the author ensured that it was as easy to modify and expand
as possible, so that future generations of research students could adapt it to their
requirements. His approach to ROTOR was to write a short top programme that called sub-
routines to perform each separate calculation. In this way, one can easily modify the

programme to call another subroutine written at a later date.
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The structure of ROTOR can be understood by reference to Figure A.1. The top
programme, ROTOR initially opens an input data file ROTOR.DAT, Figure A.2. The data
file contains all constants relevant to the calculation of non and quasi non dimensional
groups, the names of TOPSY files containing the required input data and the name of an
output file. ROTOR then initialises all variables and arrays using the subroutine INIT,
includes parameters from the three files and reads the TOPSY data files for all time steps
using RDFILE. All input variables for time step one then pass to the subroutine CALC,
which proceeds to call eight subroutines in succession, until it calculates all non and quasi
non dimensional groups for that time step, whereupon it passes them back to ROTOR.
ROTOR writes the non and quasi non dimensional groups for the first time step into the first
row of the output file, then updates all input data to that of the second time step (2.3 ms later
in the run), calls CALC and repeats the calculation of non and quasi non dimensional groups.
ROTOR repeats this procedure until it reaches the end of the TOPSY data files (the end of
the run), whereupon it closes the output data file and stops the programme. A section of the

output data file for Run 6384, Table 7.1 illustrates the output of ROTOR.

A3 CALCULATION METHOD AND ERROR ANALYSIS

Below is the method the author useed in ROTOR to calculate the turbine non and quasi non
dimensional groups and an estimate of the measurement error of each group. The author
assumed static pressure at Plane C (see Figure 6.9) to vary linearly from inner to outer
annulus, enabling him to calculate mid-height vane exit static pressure,

P(inner) + P

c c(outer)

I)c(mid) = 2

Assuming a £+ % error in measured pressures, Pcmig) Will have an associated error of +%2 %.
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For compressible flow,

M i) = L [ Fos —‘7 -1 - Al
y—1 |_Pc(mid)J
One can find error in Equation A.l by taking logs of the equation, differentiating it then

assuming the error in Pos and P¢miq) are both equal to £%2 %. Using this method one can show

that error in M¢mig) was £1.1 %, providing M¢miq) does not fall below 0.7.

One can express Reynolds number as p.U/p, where c is the vane axial chord and p, U

and p are based on vane exit mid-height static conditions,

p _ Pc(mid)
c(mid) —
RTc(mid)
T _ ToA
c(mid) — y— 1 5
[1 + Mc(mid) :|

The author measured vane inlet total temperature, Toa, to 2 % and the error in Mcmiq) was
calculated as 1.1 %. One can show the resulting error in Temiqy as £1.0 %, assuming 0.7 <
Mcmig) < 1.0. Once one knows the error in Pegnigy and Temiq), one can calculate the error in

Pe(mig) as £1.5 %. One can express vane exit mid-height velocity, Ugmiq), as,

Uc(mid) = Mc(mid) 7RT‘(mid)

&

which can be shown to have an error of +1.6 %. One can find fluid viscosity using

Sutherlands law,

15
P Tt T, +110
clmid) — ey | Tiay +110 |

ref c
Assuming a £1.0 % error in Temig), the error in pemig) s £2.2 %. One can find the error in

Reynolds number using the calculated values of error in Temid), Ucmid) and pegmiay as £5.3%.
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One can write mass flow rate as,
. * * *
m=p AU

and as p=P/RT and U~ = M+/yRT" it can be shown that,

* P . *
=P 4 /7RT_T0 - A2
Py RT, T,

and T— = ; and p_ = 1

T, y=1. . Py _ -
{H 5 M [Hylez}yl

If one assumes the vanes to be choked, which they very nearly are, and y=1.4, then

£

T"/T¢=0.833 and p /po=0.6339. The author estimated boundary layer blockage through the
vanes at 1.0%, therefore reducing actual vane throat area to 99% effective area. Assuming

R=287 m*/s°K, then Equation A.2 reduces to,

P,,0.994
TOA

m=40x107" A.3

The author estimated the error in vane throat area at £1% 5, therefore that error in mass flow
rate is +1.75%. The error associated with assuming that the vanes are choked was quantified
by assuming that in a worst case, the Mach number can fall as low as 0.9, in which case the
mass flow rate calculated using Equation A.3 will fall by less than 1%. Therefore, one can

write the error bar on mass flow rate as +0.75% -2.75%.

One can calculate turbine specific work number from a consideration of turbine
power, which one can expressed thermodynamically and dynamically,
O =mC,AT

and Q=Ilow

* The author measured the B22 turbine vanes throat area at 0.0176520 m?, which was 4% below the design value
0f 0.0165322 m*>. ROTOR used the measured value ( see Figure A2). The £1% error in the throat area refers to
the author's estimate of the accuracy with which he measured the throat area.
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CPAT: Lo
T W,

The error in turbine rotating system moment of inertia was +1.2% (see Section 5.4). The
author calculated the error in measured speed at +1 rpm at design speed (see Section 4.5.2),
which is equivalent to an error of £0.01%. The best-line fit through the turbine speed/time
trace was relatively poor, giving rise to an estimated +1% error in turbine acceleration. One
can show the error in C,AT/T at £4.4%, with the 1% over estimate of mass flow giving rise to

a total estimated error of -5.4% to +3.4%.

One can define blade incidence angle as blade inlet gas angle minus inlet gas angle.
One can calculate blade inlet gas angle from a consideration of the blade inlet velocity
triangle, Figure 3.7. Section 3.3.2 shows that,

rN
IRT,,

M, =

M; = \/Mc(mid)z +Mb2 —2M ,;yM , sinax
Therefore, blade inlet gas angle, &,

Mc(mid) cos a:|

=cos”
g M,

One can show the error in My, as +0.25%, and £3.8% in M3, at the turbine design point, from

which the error in blade incidence angle is +4%.

Errors in the remaining turbine non and quasi non dimensional groups, N / JT , P, and

AT | P are +0.25%, +1.0% and +1.5% to -3.5% respectively. Table 7.1 summarises the
errors the author associated with the measured values of those parameters listed in in Table

Al
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Table A.1

Errors associated with turbine parameters calculated
from TOPSY measured data

Parameter Error, %
Total pressure +0.5%
Total temperature +0.5%
Turbine speed +0.01%
Vane exit mid height Mach number | £1.1%
Reynolds number +5.3%

Mass flow rate

Turbine specific work number
Turbine specific speed
Turbine pressure ratio
Turbine mass flow number

Blade mid-height incidence

+0.75%, -2.75%
-5.4%to +3.4%
+0.25%

+1.0%

-1.5%to +3.5%

+4%
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Figure 1.1: Enthalpy—entropy diagram for reversible and irreversible Joule cycle
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Figure 1.2: Variation of Joule cycle efficiency with pressure ratio, illustrating
departure of actual cycle efficiency from ideal due to irreversible effects
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Figure 1.3: Advances in turbine-cooling technology achieved with in-service engines
and high-temperature demonstrator units, illustrating increasing trend in
both TET and blade-coolant mass flow over the past twenty years
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Figure 2.1: Convection of vane wakes into rotor passage, and use of bars for wake and
correct velocity triangle simulation (adapted from Doorly, 1983)
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Figure 2.2: Design condition blade inlet mid-height velocity triangle achieved by
Doorly (1983), compared with that of B22 turbine blade
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Figure 2.3: Development of ‘passage vortex’ in end-wall region of cascade of aerofoils
(adapted from Klien, 1966)
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Figure 2.4: Development of ‘horseshoe vortex’ in end-wall region of cascade of
aerofoils (adapted from Langston et al., 1977)
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Figure 2.5: Flow model of three-dimensional turbulent detached region in stagnation
plane at aerofoil/end-wall intersection (adapted from Ishii & Honami,
1985)
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Figure 2.6: Three-dimensional flow field in end-wall region of cascade of aerofoils
(adapted from Goldstein & Spores, 1988)

Figure 2.7: End-wall separation and stagnation streamlines for rotor blade in cascade
(adapted from Langston et al., 1977)
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Figure 2.8: Contours of heat-transfer coefficient (W/m? K) on end wall; smaller
numbers on vanes (x/s and x/p) represent suction and pressure surfaces
respectively (adapted from Ireland et al., 1988)
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Figure 2.9: Three- and five-hole probe loss measurements in end-wall region of cascade
of aerofoils (adapted from Gregory-Smith & Graves, 1983)
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Figure 2.10: Over- and under-turning of flow near end wall due to secondary flow
vortices (adapted from Gregory-Smith & Graves, 1983)

Figure 2.11: Isobar plot of total pressure (2.11a), top left; isocline 166 plot of slope
(2.11b), top right; yaw angle (2.11c), bottom (design exit yaw angle equals
21°); adapted from Binder (1982)
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Figure 2.12: Unsteady velocity vectors and entropy contours (adapted from Hodson,
1984b)
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Figure 2.13: Relative frame total pressure contours 6.8% blade axial chord downstream
of turbine rotor blade (adapted from Dring & Joslyn, 1981)
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i bubble forms vortex with
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Figure 2.14: Suggested history and effect of clearance-gap separation bubble in terms of

loss formation internal to gap, and in the suction corner mixing zone
(adapted from Bindon, 1988)
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Figure 3.1: Layout of OUEL transient turbine-test facility
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1 Slip ring 11
2 Flexible coupling 12
3 Second throat 13
4 Mini-disc 14
5 Rotor blades (60) 15
6  Vanes (36) 16
7  Cassette of four vanes 17
8  Matched bearing pair 18
9  Turbine shaft 19
10 Single bearing 20

Annular gate valve
Annular manifold
Air motor

Air motor exhaust lines (26)
ILPT pump tube

Air motor air feed lines (24)
Bearing housing

Inlet duct inner wall “hump’
Instrumentation carrier
Brass boss

21
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Upstream labyrinth seal
Blade overtip abradable seal
Split turbine disc
Downstream labyrinth seal
Step expansion

Shaft encoder assembly
Flexible seal

ILPT dump tank

Figure 3.2: General arrangement of turbine module, OUEL transient turbine-test
facility working section

- 169 -



L ' ]
Pump IuII}u i i
Main throat 1 l‘[ | ’ WG}EQ seclion
| .
IS | I | — m7 .
) ) - /)'? :Jlj.— —=
Bolster Plafe [HED T Flexible
— + — t‘_- o |_ 1 SE'B‘
ﬁ.nf!utgr Gate Valve |

T driver cylinders 0-61m @ stand pipe
(High pressure reservoir]

T ////%?//ﬂ' N7z

“A" frame
Dump lank

Internal diam. of pump tube 24" 061 m

Length of pump lube: 18’ 549 m

Driver cylinder pressure: 2000psig 13-79 MPa |
Max, pressure in pump lube 500psia 345 MPa

Max. pressure in dump lank 70psia O-48 MPa

Figure 3.3: General arrangement of OUEL transient turbine-test facility
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Figure 3.7: Blade mid-height design condition inlet (left) and exit (right) velocity
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Figure 3.8: Working section operating envelope
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Contribution of downsrream volume to pressure oscillations
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Figure 3.9: Theoretical velocity history and tube pressure history illustrating effect of
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finite piston mass and AGV downstream volume on working section inlet
pressure and piston velocity
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Figure 3.10: Prediction of piston oscillation amplitude and time period as a function of

piston mass, using method of Brooks & Jones (1989)

-173 -



Piston mass, 25 Kg
Tg/Tw, 1.3

v

)
U
|

111

= )
w O
I

(]
prtpl el

itude (%)

/

Amp

8 I B I B I I O
0.00 0.05 0.10 0.15 0.20 0.25 0.30

Downstream volume (m?)

Figure 3.11: Conditions in pump tube and working section during facility operation,
taken from UV trace of a typical run

Downstream volume, 0.14 m’
Piston mass, 25 Kg

]
W

™~
o

wn

o

w

[TTTTTTTITT]TITTITIITTI T T T

(=)

o— -
|IEIIIIIJI]Ill!lllll!I|||]Jl[[|i|||[]-IIE|!!]III[|I|
i.0 1.1 1.2 1.3 1.4 1.5

Tg/Tw

Figure 3.12: Prediction of piston oscillation amplitude and time period as a function of
working-section temperature ratio, using method of Brooks & Jones (1989)
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Figure 3.13: Conditions in pump tube and working section during facility operation,
taken from UV trace of a typical run
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Figure 4.1: Schematic view of boundary-layer development through turbine disc
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Figure 4.2: Proposed concept for single-sided bearing system for use in turbine module
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Figure 4.3: General arrangement of turbine module bearing system
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Figure 4.4: Ball-bearing geometry under axial load
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Figure 4.5: Contact angles and loads in single bearing and a bearing from tandem set
with ILPT in pre-run state, predicted using SKF code BEARCENT
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Figure 4.6: Ball-bearing geometry and assumed axis of rotation for ‘outer race control’
calculation of bearing cage/shaft speed ratio
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Figure 4.7: Ball-bearing geometry and assumed axis of rotation for ‘combination race
control’ calculation of bearing cage/shaft speed ratio

-179 -



******* Outer race control prediction
- — — Combination race control prediction

——— s 2 -

. - D
»
o
SEEEEEEENNEEENE NN
13
1
1
\

TTTTT T T I T[T T I VT T T[T T A I T T O[T TTITT]
0 100 200 300 400

Time (ms)

Figure 4.8: Outer and combination race control predictions of single bearing
cage/shaft speed ratio during ILPT operation
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Figure 4.9: Outer and combination race control predictions of cage/shaft speed ratio
for bearing in the tandem set during ILPT operation
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Figure 4.12: Cage/shaft speed ratio measured for upstream bearing of tandem set
during ILPT Run 6446 and comparison with predictions
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Figure 4.13: Measured cage/shaft speed ratio versus thrust for single-bearing row, for
similar bearings to those supplied with B22 turbine (adapted from Stirling,
1969)
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The two basic methods of assembly

NN\ mmm— L0
NN\ — S

Parailel

Double parallel, quadruple series
combination used in the turbine

module bearing system

\/\/
VAVA

Figure 4.14: Belleville washer stack configurations
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Figure 4.15: Measured load/deflection characteristics of set of Belleville washers
assembled in triple parallel quadruple series configuration
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2. ELECTRICAL ParTS

Figure 4.16: Bearing assembly oil-injector system layout

Load in direction of arrows
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Figure 4.17: Schematic view of tandem set of deep-groove ball-bearing geometry under
load, resulting in bearings acting as a centripetal pump
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Figure 4.18: Predicted pump performance of tandem set of deep-groove ball bearings,
following method of Bilstern (1982)
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3 Double T 360 C 0.003 0.150
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Figure 4.19: Schematic view of oil ways between oil reservoir, bearing assembly, and oil
drain tank
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Figure 4.20: Predicted facility speed/time characteristics
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Figure 4.21: Schematic view of oil-supply system to bearings

- 186 -



Power
60+

55 wmZand 25°C

5
0
2

S0
L5

40
35

]

L

1 ! il [}
20 26 28 32 36

12 16 40

f Turbine speed (R.P.M.x 1000)
Design
speed

<20

120
110
100
90
80 —~
z
70 =
80 %
(=]
o
50
40 Spinping
in air
30
Spinning
10-<€—in a
vacuum
0

Figure 4.22: Air-motor performance characteristics (from manufacturer’s data)
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Figure 4.23: Air supply and control system for air motor and turbine module
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Figure 4.24: Schema of annular gate-valve operation
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Figure 4.25: General arrangement of annular gate valve
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Figure 4.26: Geometry of annular gate valve and inlet duct
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Figure 4.27: First inner annulus profile design incorporating a ‘hump’
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Figure 4.28: Typical quasi-3D (Q3D) code finite-volume grid used to analyse possible
AGYV downstream diffusing section designs
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Figure 4.29: Mach number distribution predicted using Q3D finite-volume code for first
AGYV downstream section design
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Figure 4.30: Mach number distribution predicted using Q3D finite-volume code for
AGYV downstream section incorporating first inner annulus ‘hump’
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Figure 4.31: Mach number distribution predicted using Q3D finite-volume code for
AGYV downstream section including final inner annulus ‘hump’
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Outer wall contraction
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Figure 4.32: Final inner annulus design
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Figure 4.33: Three planes, and viewing direction, over which area traverse data were
taken during model testing of final AGV and inlet duct design
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Figure 4.34: Manometer configuration used when measuring loss data in AGV linear
model
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Figure 4.35: Calibration curve of hot wire used for all turbulence measurements
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Figure 4.36: Contour plots of measured turbulence level in planes one, two, and three
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Figure 4.37: Measured turbulence data (plane 2) plotted in ‘raw’ form
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Figure 4.39: Measured loss data (plane 2) plotted in ‘raw’ form
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Figure 4.40: Flow visualisation on strut of final AGV design; flow separates at trailing-
edge radius on final design, indicating flow is attached to strut until this

point

Figure 4.41: Flow visualisation on strut of final AGV design; flow separation evident in
early builds not present in flow visualisation of final design
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Figure 4.42: Contour plot of measured turbulence level, plane 3, with gauze fitted across
AGYV strut trailing edges

Figure 4.43: Contour plot of measured loss, plane 3, with gauze fitted across AGV strut
trailing edges
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Figure 4.44: Measured mid-passage radial turbulence level, plane 1 (adapted from
Kempson & Watkins, 1987)
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Figure 4.45: Actual pressure-rise coefficient versus theoretical pressure-rise coefficient
for range of Reynolds number coefficients for straight-walled diffusers

(adapted from Wilson, 1984)
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Outer wall contraction
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Figure 4.46: Axi-symmetric streamline curvature prediction of axial velocity through
annular gate valve and inlet duct, with boundary-layer displacement
thickness shown ten times thickness for clarity

bl

e

\.J:__'BR‘_ ) _,: - /¢

Figure 4.47: Sectional view through turbine module second throat
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MICRO COMPUTER USED
TO CONTROL THE TURBINE HIGH SPEED DATA
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Figure 4.48: Shaft encoder disc configuration utilised in turbine test facility
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Figure 4.49: Tachometer chip used in frequency-to-voltage converters
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Figure 4.50: Layout and component values for low-pass filter used to eliminate AC noise
on output from 200-line frequency-to-voltage converter
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Figure 4.51: Layout of tachometer chip and five-pole Butterworth filter with component
values for 200-line shaft encoder disc and 1000-Hz cut-off frequency
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Figure 4.52: Layout and component values for dual comparator; input comes from 200-
line frequency-to-voltage converter output; output used as a transient
recorder trigger
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Figure 4.53: Measured turbine-speed data, with least-square best-line fit used to
establish turbine acceleration during ILPT operation
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Figure 5.1: Axi-symmetric disc/shaft finite-element model, with stress contours due to
design condition loading on vertical face (see Figure 5.5 for scale); mesh
used on horizontal face shown as insert (close up around root fixing)

Figure 5.2: Stationary and rotating coordinate systems
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MINI DISC WITH BLADE
- /M ROOT FIXINGS

%E REAR BLADE
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Figure 5.3: Nine-component axi-symmetric finite-element models using eight noded
elements, as utilised in axi-symmetric disc/shaft model; and the direction in
which coincident faces were restrained

Figure 5.4: Stress distribution through axi-symmetric disc/shaft model at 8,434 rpm,
with no blade or gas loads
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Figure 5.5: Stress distribution through axi-symmetric disc/shaft model at 8,434 rpm,
with radially distributed load along blade-root fixing simulating blade load,
but no axial gas load

Figure 5.6: Stress distribution through axi-symmetric disc/shaft model at 8,434 rpm,
with radially distributed load along blade-root fixing, simulating blade load
and axial load simulating gas load
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Figure 5.7: Stress distribution through, and deflected shape of, axi-symmetric
disc/shaft model at 14,000 rpm, with radially distributed load along blade-
root fixing simulating blade load, but no axial gas load
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Figure 5.8: Stress distribution through, and deflected shape of, axi-symmetric
disc/shaft model at 16,000 rpm, with radially distributed load along blade-
root fixing simulating blade load, but no axial gas load
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Figure 5.9: Three component models from which three-dimensional blade model was
constructed

Figure 5.10: Solid model of final turbine blade finite-element model, using eight noded
‘brick’ elements
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Figure 5.11: Direction of moments around blade root centroid set up consequent upon
gas loads on blade aerofoil, and resulting direct stresses at blade root
(produced by design condition gas loads)
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Figure 5.12: Stress distribution through blade due to rotation at 8,434 rpm; view of
blade root, underside of platform and aerofoil
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Figure 5.13: Stress distribution through blade due to rotation at 8,434 rpm; view of
aerofoil, top side of platform and root
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Figure 5.14: Effect of temperature on UTS of JETHETE (material from which turbine
disc and un-instrumented blades were made) and INCO-718 (material
from which instrumented blades were made)
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Figure 5.15: Blade-deflected shape due to rotation at 8,434 rpm

Figure 6.1: Disc-mounted cutter used to machine turbine blade overtip abradable seal
concentric with turbine shaft
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Figure 6.2: Turbine blades ground to length while mounted on turbine disc (which was
mounted on dummy shaft fitted in a lathe); rotational speed 60 rpm with
grinding machine mounted on lathe headstock
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Figure 6.3: Sectional view of actuator used to open the AGV
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Figure 6.4: Schematic view of AGV mounted on large metal block, with blanking plate
between AGV and block to facilitate pressurising AGV front face during
commissioning trials
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Figure 6.5: AGYV actuators air supply, developed while commissioning AGV and
transferred to ILPT during assembly of turbine module
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Figure 6.6: Opening characteristics of AGV with no pressure on AGV front face, and
2.7 x 10° N/m? across actuators and 25 mm of actuator cushioning
(maximum 35 mm)
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Figure 6.7: Opening characteristics of AGV with 3.7 x 10° N/m? on AGYV front face and
2.7x10° N/m? across actuators, with 35 mm cushioning (maximum 35 mm)
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Figure 6.8: Opening characteristics of AGV with 8.02 x10° N/m? across the AGV, and
5.1 x 10°N/m? across actuators, with 35 mm cushioning (maximum 35 mm)
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Figure 6.9: Side elevation of turbine module inlet duct and working section, with axial
location of pressure measurement planes A, B, C, and D
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Figure 6.10: Angular position of inner annulus static pressure tappings measured from
top dead centre (against flow direction)

static préssure tapping positicns

Outer wall
5 A 3 2 TD.C 8 7 6 5
D o— S &— S —p- = &~ o © N
0180 225 270 315 45 90 135 180° 0
5 A 3 2 1 3 7 6
C e o o - o- e- - o C
o 202 247 292 337 2 57 vl 157 0
NGV
NGV -V
trailing edge trailing edge
5 6 7 8 9 1 2 3 4
B e & © o & = & =} B
0 1g1° 23 %7 303° 3.2° 21° 50 100 140 °
e &=
AO 280° 57 Ao
Total pressure
AGY. strut probe AGY. strut
trailing edge trailing edge
20 280 300 320 340 0 20 40 60 80 100 120 W0 160 180

180 200 220 260
Angular position measured from TDC. against the flow direction

in degrees (by the right hand rule)

Figure 6.11: Angular position of outer annulus static pressure tappings measured from
top dead centre (against flow direction)
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Figure 6.12: Plane B inner and outer annulus measured static pressures
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Figure 6.13: Radial traverse of vane inlet total pressure measured at Plane B non-
dimensionalised with respect to total pressure measured in Plane A
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Figure 6.14: Radial traverse of vane inlet turbulence measured by IZSAK (1988) at
Plane B with hot wire anemometer
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Figure 6.15: Vane exit inner and outer annulus Mach number distributions, calculated
using measured static pressures at Plane C and total pressure at Plane A
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Figure 6.16: Blade exit inner and outer annulus Mach number distributions, calculated
using measured static pressures at Plane D and total pressure measured at
Plane A (no rotor during stage 2 commissioning)
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Figure 6.17: Turbine speed/time history during Stage I (shaft only) commissioning Run
20, during which shaft spun to overspeed condition using air motor
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Figure 6.18: Measured cage/shaft speed ratio for single bearing during Stage I and II
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Figure 6.19: Turbine speed/time history during Stage II (shaft and bladed disc)

commissioning Run 29
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Figure 6.20: Turbine speed/time history during Stage II (shaft and bladed disc)
commissioning Run 64, during which full rotating assembly was spun to
overspeed condition using air motor

RUN &4
S Feb 1988

T T T T T T T T T T

—
w

L
0 = N W s
4 T ¥ T T

[T BT | 1 La i

VIBRATION (MM/S)

® = M W s DN @ W
¥
L

E‘ l 2..-3. 4! A_St.;.sln. ?
SPEED (RPM-1888)

|
w
L
[\

Figure 6.21: Turbine vibration/speed history during commissioning Run 64
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Figure 6.22: Turbine speed/time histories for two Stage II commissioning runs: Run 61
(pressure of 500 N/m? in working section) and Run 62 (pressure of 50 x 10°
N/m? in working section)
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Figure 6.23: First Stage III commissioning trial: Run 6362, with fully bladed turbine
disc and flow through the working section (initial turbine speed 500 rpm
and Reynolds number of 25% of design value)
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Figure 6.24: Bearing cage/shaft speed ratio for Run 6362
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Figure 6.25: Stage III commissioning Run 6368: first run with 50% design-value
Reynolds number flow through working section
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Figure 6.26: Bearing cage/shaft speed ratio for Run 6368
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Figure 6.27: Stage III commissioning Run 6369: first run with design-value Reynolds
number flow through working section
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Figure 6.28: Bearing cage/shaft speed ratio for Run 6369
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Figure 6.29: Stage III commissioning Run 6371: first run with design-value Reynolds
number flow through working section with turbine design speed achieved
during ILPT operation
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Figure 7.1: Vane exit Mach number and stage pressure ratio variation during Run
6384 (calculated using program ‘ROTOR”’)
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Figure 7.2: Total and vane exit inner annulus static pressure (in vane exit plane)
measured during Run 6384
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Figure 7.5: Blade mid-height incidence angle and vane exit Mach number variation
during Run 6384 (calculated using program ‘ROTOR?’)
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Overlay for Figure 7.6a

The actual path of the B22 turbine over its performance map during ILPT Run 6384 is drawn,
to illustrate the range of conditions covered by the turbine during ILPT operation. The
hypodermic tube fill time may clearly be seen as the initial peak in pressure ratio of 4.0,
dopping down to the design value of 2.8, with piston osscilations result in it verying between
approximately 2.5 and 3.0. The actual trajectory of the turbine is a helix, due to the combined
effect of piston ossilations in both pressure ratio and specific work number. This may be seen
as “mountains” and “valleys” in the in the performance map, the trajectory progressing up the
first mountain (at time step 57.5 ms), over the peak, into the valley and up the following
peak. The sparsity of data used to create the surface in Fig.7.1 is reflected in the lack of
surface detail away from the turbine’s path, where the surface was interpolated from
relatively distant data.

1288 ms

i

@\poim‘

Figure 7.6a: Turbine performance map, with actual path traced by turbine during Run
6384 overlaid
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Overlay for Figure 7.6b

The actual path of the B22 turbine over its performance map during the ILPT Run 6384,
drawn from a view point rotated 180° from Fig.7.6a. The dashed sections of the path are
those that fall behind a “mountain” in the performance map, and therefore are not visible
from the observer’s view point.
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Figure 7.7: Typical grid used by FINSUP to predict vane 10%, 50%, and 90% height
Mach number (and blade-to-blade passage) distributions
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Figure 7.8: Mach number distributions at 50% vane height using input data calculated
by ‘ROTOR’ for time steps 121.9 ms and 142.6 ms, Run 6384, a trough and
peak in piston oscillations
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Figure 7.9: Boundary-layer displacement thickness on vane mid-height section suction
surface for Run 6384; time steps 121.9 ms and 142.6 ms illustrating effect
of piston oscillations on boundary-layer displacement thickness
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Figure 7.10: Vane mid-height Mach number distributions at turbine design conditions,
with ratio of specific heats (y) of 1.4 and 1.275
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Figure 7.14: Vane mid-height Mach number distributions for Runs 6342 and 6343 and
comparison with FINSUP prediction of Mach number distribution around
mid-height section and across mid-height blade-to-blade passage
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Figure 7.15: Two-dimensional cascade data (Nicholson, 1981), and comparison with
FINSUP vane mid-height prediction

-239 -



Prediction
OOCC0O Run 8344 and 8346

Mach number

0.0 lllllll]lli]lll}ii[llil]llillllllillil!l
0.0 0.2 0.4 0.6 0.8 1.0

X /Cax

Figure 7.16: Vane tip Mach number distributions for Runs 6344 and 6346, and
comparison with FINSUP prediction of Mach number distribution around
tip section and across tip blade-to-blade passage
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Figure 7.17: Vane hub Mach number distributions for Runs 6345 and 6346, and
comparison with FINSUP prediction of Mach number distribution around
hub section and across hub blade-to-blade passage
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Figure 7.18: Two-colour flow visualisation of vane suction surface

Figure 7.19: Two-colour flow visualisation of vane and outer annulus
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Figure 7.20: Oil dot flow visualisation of vane suction surface and outer annulus
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Figure 7.21: Area traverse of total pressure 10% vane axial chord downstream of vane
trailing edge (adapted from Oliver, 1989)
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Figure 7.22: Two-colour flow visualisation of vane trailing-edge region, enhanced by
illuminating vane with ultraviolet light

Figure 7.23: Two-colour flow visualisation of vane inner annulus
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