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Abstract

:

This paper explores the implementation of an ejector to a micro turbojet engine and analysis of the advantages in terms of acoustic and thrust/fuel consumption. Starting with the analytical equations and a series of numerical simulations, the optimal ejector geometry for maximum thrust was obtained. The ejector was manufactured and integrated with the Jet Cat P80 micro turbo engine for testing. The purpose of this article is to report on an improved geometry that results in no significant increase in the frontal area of the turbo engine, which could increase drag. The tests were completed using various functioning regimes, namely idle, cruise and maximum. For each of them, a comparative analysis between engine parameters with and without an ejector was performed. During the experiments, it was observed that, when the ejector was used, the thrust increased for each regime, and the specific consumption decreased for all regimes. The stability of the engine was tested in transient regimes by performing a sudden acceleration sequence, and one carried out the operating line and the modification of temperature values in front of the turbine for both configurations. For each regime, the acoustic noise was monitored at a few points that were different distances from the nozzle, and a decrease was identified when the ejector was used. The advantages of using the ejector on the Jet Cat P80 turbo jet engine are an increased thrust, a lower specific consumption and a reduced noise level, and at the same time, the integrity of the engine in stable operational states and transient operating regimes is not affected.
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1. Introduction


Chemical and noise pollution [1,2] are the most significant problems for mankind. The transportation sector is one of the most significant chemical and noise pollution sources, and an important element of it is represented by aviation [3,4]. The burning of hydrocarbons in turbo engines is the source of chemical pollution, and the take-off and landing phases of an aircraft are the main noise sources in aviation. The engines of commercial airplanes are an important noise source, and the jet is the main noise source of turbojet engines [5,6].



In the last few years, there has been increasing interest in finding available solutions to stop the effects of chemical and noise pollution on the environment and human beings. Biofuel and alternative fuel [7,8,9], hydrogen [10,11], electrical propulsion [12], etc., are common solutions to reduce or eliminate chemical pollution [13].



In order to reduce aircraft noise pollution, chevrons [14,15], acoustic liners, [16] performance engine design, [17,18] etc., are common solutions to reduce the noise pollution of jet engines.



Jet ejectors are conceptual and construction solutions that are able to reduce the fuel consumption and noise pressure level of a turbo jet engine. A jet ejector is a component where a fluid is thrown out through a nozzle exit into an empty, mainly cylindrical shape and is also used to employ a high-velocity primary jet that produces a derived secondary one through momentum and energy transfer [19].



Jet ejectors have a simple geometry and no moving components, and their functioning does not involve electrical devices or rotational mechanical components driven by a shaft; their simplicity reduces the total equipment mass and increases reliability.



In an article from 1950, Keenan and Neumann [20] studied ejector problems from their theoretical and experimental aspects. Ejectors are extensively used in power plant applications, aerospace propulsion and the refrigeration industry due to the above-mentioned aspects [21,22].



In aviation, ejectors can be used in both military and civil aircraft turbo engines for the purpose of increasing the thrust or decreasing the fuel consumption and reducing the jet noise. Douglas DC-8 commercial airplanes propelled by the Rolls-Royce Conway engine were equipped with a nozzle jet ejector. This ejector was used on the DC-8s powered by JT3C, JT4A or RR Conway engines. Usually lengthened for take-off and landing, the ejector was withdrawn during flight after take-off because it was no longer used and produced drag at higher speeds; then, it was lengthened again during the descent and approach phase. This “ejector” claimed to reduce the sound level by 3–4 decibels [23].



SR-71 Black Bird military aircraft were propelled by J-58 turbo engines, which had an ejector system [24]. The detonation engine [25], ram jet engine [26], rocket engine [27] and special military applications [28] are other propulsion systems that can use the jet ejector. A subsonic, mixed-flow turbofan installation and a cylindrical shroud ejector were investigated numerically in [29]. The study aimed to gain an understanding of secondary flow entrainment and thrust enhancement, ejector performance trends, the possibility of extracting installation boundary layers with ejector pumping and estimating drag reductions. An arrangement with incomplete mixing showed an important gross thrust increase of 24% stationary at sea level and 18% at Mach 0.6 to 0.8 at altitude.



For large aviation turbo engines, it is quite inconvenient to implement an ejector-type system because of the dimensions and the control system, since it is efficient only at low flight speeds. For micromotors that can be used in drones and unmanned aircraft systems, an ejector may be a solution because there is a concern about equipping micromotors with ejectors that do not make a lot of noise and are resistant to impingement, which has advantages in terms of increasing thrust, lowering the specific consumption and reducing noise.



The studies in specialized literature are quite poor regarding the use of ejectors on aviation micromotors used on drones.



A numerical simulation and the projecting of very small turbojet engine ejector nozzles are presented in [30]; they studied the possibility of enhancing thrust up to 9% and significantly reducing exhaust gas temperatures with the ejector nozzle concept.



This paper presents the implementation of an ejector on a micro turbojet engine.



The proposed solution is a simple one that does not greatly increase the frontal area of the engine in order to avoid high drag, and it was also decided that the ejector should be very simple, easy to make and very light. The advantages in terms of noise level, thrust/fuel consumption and engine stability on transient regimes were analyzed. The purpose of this article is to demonstrate that the use of an ejector nozzle could be a solution to reduce the fuel consumption and acoustic pressure level of micro turbojet engines.



Bourhan et al. presented a wide study of ejector concepts, performance and applications [31].



This paper presents the implementation of an ejector to a micro turbojet engine and analysis of the advantages in terms of acoustic and thrust/fuel consumption.




2. Materials and Methods


2.1. Experimental Test Bench


The experiments were performed on the Jet CAT P80 micro turbojet engine, which is housed in a laboratory of the Faculty of Aerospace Engineering at Bucharest Polytechnical University [32]. A multi-channel acquisition system with a 50.000 S/s per channel sample rate was used for the measurements. As shown in Figure 1, four microphones were positioned radially 1.2 m away from the engine nozzle. Software was used to process the raw signals using a linear amplitude function, RMS, linear weighting, windowing and linear overall averaging with 50% overlapping. A FFT analysis was performed to visualize the signals’ spectral properties, and band-stop filtering was utilized close to the spectral components related to the shaft speed and its harmonics.



The tests were carried out with the base nozzle and the ejector attached to the engine running at three distinct regimes (Regime 1—35,000 RPM, Regime 2—55,000 RPM and Regime 3—110,000 RPM). The measured parameters were averaged over the course of each regime, which involved maintaining a constant speed for 1 min. The temperatures behind the compressor (T2) and in front of the turbine (T3), pressure in the combustion chamber, air flow, fuel consumption (Qc), resulting compressor ratio (Pic) and force (F) were all monitored with the turbo engine instrumentation.




2.2. Design and Optimization of the Ejector Jet


An ejector is a component in which a fluid is ejected through a nozzle exit into an empty, commonly cylindrical body. Based on the shear stresses amongst the moving fluid and the ambient resting fluid, a proportion of the kinetic energy is shifted to the resting fluid. The ejector is used to induce a secondary fluid by momentum and energy transfer from a high-velocity primary jet and, as a consequence, can be used as a pump, blower-augmenter and noise-silencer. When the jet ejector is acting with no modification in pressure, it does not conduct to a pumping effect; however, it does contribute to a thrust increase for the setting-up.



A commonly used jet ejector model is presented schematically in Figure 2.



With this model, the primary jet flow is ejected through the nozzle exit into the ejector, and the velocity is roughly constant, distributed through the whole of the cross-section of the way out of the nozzle. A sub-atmospheric pressure field is obtained, and as a consequence, a secondary flow is created in the rest of the cross-section area of the ejector at the first plane.



The continuity equation, momentum equation, energy equation, thermal equation of state, etc., were applied to the equations governing the thermodynamic system consisting of a nozzle and an injector (for Figure 2).



Applying this system, the engine comes with the gas jet where the following parameters are known: pressure, density, speed, static and total temperature and exhaust area. From the point of view of the flow, the pressure, density and static temperature are known. Imposing a geometry on the ejector means that both the secondary flow area and the ejector exit area are known, and the ejector exit device must achieve a complete expansion; therefore, the ejector exit pressure is also known. The density, velocity and temperature at the exit of the ejector, the absorption pressure of the secondary ambient flow and the flow rate of the secondary air flow remain unknown in this system.



In the first case, an estimated geometry will be required to better understand the actual physical phenomena, and after testing, the above system will be used to find the area of the secondary flow and the area of the ejector exit such that the propulsion force increases.



A turbojet ejector has both advantages and disadvantages because it brings an extra mass of fluid to the system, and at the same time, it slows down as it exits due to the interaction between a high-velocity fluid and a much lower-velocity fluid. Thus, it is necessary to find the optimal value of the areas for which the increase in the mass flow brings a plus to the force even if the evacuation speed decreases.



For the first case, namely the studied case, the following choices were adopted. Given that the area of the exit section of the engine was 1485 × 10−3 m2, it was chosen that the inlet section in the thermodynamic system (ejector) had approximately the same area as that of the engine with an area of 1559 × 10−3 m2. This assumed a ratio of the primary jet section to the ejector inlet section of 0.5 [33]. The ejector must have an inlet. As a border is required for a uniform flow of air and a gradual acceleration of the ambient air fluid velocity from zero velocity to the pressure-corresponding velocity, the secondary flow nozzle must be convergent due to subsonic flow. Thus, an acceptable value of the ejector intake inlet section of 3979 × 10−3 m2 was reached.



In order to optimize the dimensions of the ejector that was built, a series of simulations were performed to choose the best dimensions. In this sense, a series of constraints were imposed on the geometry, such as the length of the ejector and its diameter. A first version of the ejector is shown in Figure 3. In this figure, the dimensions of the nozzle of the Jet Cat P80 micromotor were used, and the ejector was built around it.



With this first scheme of the ejector geometry, a structured mesh was built for the case of the basic nozzle and for 6 cases with dimensions of 1, 3, 5, 8, 11 and 15 mm in section 5 of Figure 3.



In the case of the simulations carried out with ANSYS software, the gas flow rate from the maximum regime at which the micromotor was tested and the total nozzle inlet temperature were used as the input data. The convergence criterion was 10−5 for all residues.



In order to reduce the number of elements and, as a consequence, the running time of the calculator, only a quarter of the domain was taken, being that it was symmetrical.



As this study does not aim to optimize the ejector in terms of the length of the mixing chamber, an indicative length of the ejector was taken so that it would not become too long and would not make the ejector motor assembly difficult. There are several numerical simulation studies in the literature where numerical simulations were performed in order to optimize the ejectors [34,35,36].



For the base case, a structured mesh was created with 575,625 elements with a domain length of 55.2 cm and a domain radius of 24.2 cm, sufficient to not influence the flow as shown in Figure 4.



For the ejector case, a structured mesh with 1,741,480 elements was created as shown in Figure 5.



After carrying out the simulations for all cases, the velocity field with the streamlines is presented. Figure 6 shows the velocity field and streamlines for the base case without the ejector.



Next, Figure 7, Figure 8, Figure 9, Figure 10, Figure 11 and Figure 12 show the results of the numerical simulations for all the cases for which the opening of the working channel section 5 has the value of 1, 3, 5, 8, 11 and 15 mm.



After performing the numerical simulations, the value of the flow force and the velocity data in the exhaust section of the ejector (Section 3) were measured and compared with those for the base case without an ejector as shown in Figure 13, Figure 14 and Figure 15.



It can be seen that, from the 8 mm value, the force starts to increase less and less, and the air flow and the exhaust speed remain almost constant; thus, a value of 8 mm was chosen in order not to greatly increase the frontal area of the motor with the ejector.




2.3. Ejector Nozzle Manufacturing


Following the above choices, the ejector was drawn in the CAD program SolidWorks. With the inlet and exit sections of the ejector in the previous chapter, it was an assembly of three cones and a cylinder. The first outer cone at the entrance to the ejector has the role of the external intake of the ejector, and the second cone has the role of making the transition between the intake cone and the cylinder. The cylinder is the ejector mixing chamber and, at the same time, the ejector discharge device, in which case the ejector does not have a convergent exhaust nozzle body. The last component is a central cone.



Due to the way the motor nozzle is mounted on its body, the transition from the nozzle to the body is not uniform, and the mounting of an ejector would prevent the ejector inlet from having a uniform channel on the inside due to the shape of the motor. Thus, a central body is needed in order to have an ejector inlet channel as uniform and as important as possible, and to have a convergence of the intake in order to achieve a maximum relaxation between the ambient pressure and the pressure zone and, thus, obtain maximum secondary flow speed.



From the point of view of the choice of material, the mechanical strength must not be high, as the ejector is only subjected to pressure forces generated by the flue gas jet at the inlet. From a thermal point of view, the flue gas comes out at approximately 600 degrees Celsius, but due to the phenomenon of ejection and the geometry of the ejector, the inner walls of the ejector are traversed by the jet attracted from the environment, which has a much lower temperature than the flow of flue gas.



A galvanized sheet with a thickness of 0.3 mm was chosen for the construction of the ejector. The need to choose a construction topology so that the mass of the ejector is as low as possible should not influence the force sensor attached to the test stand. The influence of the mass on the sensor was taken into account by increasing the friction force on the rolling table that hit the leaf sensor. After the step of choosing the material, from a technological point of view, the processing techniques were those for a backgammon board structure. Thus, as above, four pieces of sheet metal were taken and cut to the following dimensions according to the calculations. The calculations were performed after the CAD piece was completed. These calculations have the role of turning a cone into an unfolded board and vice versa. In Figure 16, the dimensions of the ejector nozzle are presented.



The shapes were obtained by cutting the sheet with sheet metal scissors. After cutting them, the central cone and the intake cone were provided with three holes each; the holes were necessary for mounting the final assembly with screws. Thus, after these procedures, the sheets were rolled and welded according to the annexes with execution drawings. Prior to welding, the sheets were riveted and then welded with a silicone that hardens and withstands up to 1250 degrees Celsius. After welding each part, riveting and welding took place between them to obtain the large outer assembly, which was mounted with the inner cone through the three screws and adjusted by nuts until it reached the projected ejector inlet section. Following the procedure for obtaining the actual ejector, the following part was obtained. According to the SolidWorks program, without the motor mounting bracket, the ejector had a total mass of 52.13 g.





3. Results and Discussions


The experimental performances were analyzed with regard to two objectives: engine performance and acoustic performance.



3.1. Engine Performance


The experimental engine performances were in both stable operational states of the engine and transient performances.



3.1.1. Stable Operational States of the Engine Performance


The jet ejector’s performance was assessed using the measured parameters as in Table 2. The temperature at intake level T1 was regarded as being the temperature value in front of the micro turbojet engine. These variables were used to determine the specific consumption and engine efficiency, and the mathematical relation (Equation (1)—specific consumption S; Equation (2)—compressor efficiency ηc) between them is expressed as [37]


  S = 3600 ⋅    F f   F     [    kg   N ⋅ h    ]   



(1)






   η c  =    c p   T 1   (   π c       k − 1  k    − 1  )     c p   T 2  −  c p   T 1     



(2)




where k is the adiabatic exponent and cp the specific heat capacity. The resulted engine characteristics, shown in Table 1, were utilized to calculate the compressor efficiency and specific consumption.



The ambient temperature value used for the measurements, taken close to the intake engine, was T1 = 291 K.



The force thrust, specific fuel consumption and compressor efficiency compared to the baseline nozzle and their variation over the tested regimes are shown below in the graphs (Figure 17, Figure 18 and Figure 19) for a clearer understanding of the engine characteristics shown in Table 1.



The characteristics visualized on the graphs show that, when the ejector is employed in regimes 2 and 3, the temperature in front of the turbine decreases as well as increases in the idle regime, and the engine’s compression ratio exhibits no significant fluctuations in any operating regime. When the ejector nozzle is utilized, the fuel flow decreases during all test regimes. One of the most significant findings is that the produced force increases when the ejector nozzle is utilized with a larger number of chevrons, and the intake air flow follows a similar downward pattern. Comparing the current ejector nozzle case to the reference one, the specific fuel consumption decreases.




3.1.2. Transient Performance


In order to analyze the stability of the ejector micromotor, tests were also carried out at transient states, accelerations and decelerations. The first step was to draw the working line of the micromotor (Figure 20).



Figure 20 reveals that, while the surge line was not crossed, the operating lines of the compressor for the ejector nozzle were somewhat adjusted without affecting the engine’s structural integrity.



Next, the variation of the operating line for a sudden acceleration and deceleration is presented (Figure 21).



From Figure 21, it can be seen that, during a sudden acceleration, the operation of the engine in the case of being equipped with an ejector comes closer to the pumping limit. During a sudden deceleration, it can be observed that, in the case of using the ejector, the jet cycle moves closer to a blocking limit. During both operations, sudden acceleration and sudden deceleration, the unity and operationality of the engine were not put at risk.



Figure 22 shows the temperature variation in front of turbine T3 during sudden acceleration and deceleration with and without the ejector.



From the above graph, it can be seen that the temperature in front of the turbine is lower during sudden acceleration, idling and sudden deceleration without endangering the integrity and functionality of the engine. This is true even after the engine has been in the regime for a few seconds to stabilize before being suddenly decelerated.





3.2. Acoustic Evaluation Results


The noise reduction in the hot jet gases passing through an ejector nozzle as compared to the reference nozzle was studied in the present article, and it must be noted that, in addition to the jet noise, there are numerous other sound sources produced by the micro engine while it is operating, including air flow at the input zone, turbulences produced by the air flow at the compressor, mechanical noise produced by the rotation of the shaft, rotor-stator reciprocation Blade Passing Frequency (BPF), combustion noise, etc.



The jet noise, which is created while turbulently mixing high-speed gases with the surrounding air, is the parameter of interest that is analyzed in this study. It is required to recognize the frequency spectrum components of the noise sources, which were earlier discussed, with the filtering of the components that are not of importance to us; as a result, we can compare the reduction in noise, created simply by the jet gases, by the ejector nozzle. The engine parameters and acoustic signal data were recorded and analyzed, and their centralization is shown in the next section. The Fast Fourier Transform (FFT) function in the frequency domain and averaging the total time length were used to analyze the acoustic raw data. The noise spectra from the four microphones were averaged using Equation (3) for better comparability and graphical representation, and a spectrum was produced for each tested configuration and regime.


   L p  = 10 lg  1 n    ∑   i = 1  n    10    L i  / 10    



(3)




where Lp represents the average sound pressure level, n is the number of microphones and Li is the individual sound pressure levels in decibels for each microphone. Applying a band-stop filter to the spectrum components of shaft speed, compressor, turbine BPF and its harmonics served as the first stage of noise-signal filtering.



In Figure 23, the filtered averaged sound spectra for each regime and nozzle configuration are presented.



The tonal components that correspond to engine speed have greater amplitudes in the unfiltered noise spectra, especially at high engine speeds corresponding to the maximum regime, and when the band-stop filter is applied, a broad acoustic spectrum results. When all the spectra from all regimes are compared, a broadband component with a peak at approximately 200 Hz is found; this component’s maximum peak frequency is not considerably affected by the engine speed. This component is thought to be created by combustion; hence, it will not be considered when calculating the total sound pressure level.



Table 2 displays the overall sound pressure levels (OASPL) for each microphone, each regime and each nozzle. Based on the filtered sound spectra shown in Figure 23 with a frequency range of 100–20,000 Hz, the acoustic OASPL were calculated.



The averaged OASPL for each regime and nozzle configuration were determined based on the overall sound pressure levels in each microphone shown in Table 2; the findings are shown in Figure 24.



The noise reduction in the ejector nozzle was calculated using these OASPL shown in Figure 24, using the baseline nozzle noise as a reference. Figure 25 shows the noise reductions for the nozzle in each regime.



The nozzle ejector utilization resulted in a minor reduction in noise for the first regime; however, at higher regimes with high gas velocities, the ejector started to take action, and the noise was decreased by an average of 1 dB and as much as 1.7 dB on microphone location 2 in Regime 3 (maximum).



From a functional point of view, the ejector effect was steady for all three regimes; nevertheless, at the location of microphone 4, where the idle regime was seen, an increase in noise of 0.4 dB was noted. The bigger surface area of the reference nozzle acts as an obstruction; thus, it is assumed that, by shortening or shrinking the nozzle with the ejector, the noise from inside the engine is propagating more readily. The alteration of the engine operating line is one theory for the noise increase.





4. Conclusions


The main conclusions of this study are that, by using an ejector designed and optimized for the Jet Cat P80 micromotor, its performance in terms of power and consumption are improved, and the acoustic pressure level is decreased.



By testing the micromotor on three representative regimes (Regime 1—idle, Regime 2—cruise and Regime 3—almost max), it was observed that the engine performances, in terms of engine traction force, increased up to 7 percent for regime 1, 2 percent for regime 2 and approximately 4 percent for regime 3, and in terms of specific consumption, the engine specific consumption decreased up to 12 percent for regime 1 and approximately 5% for regimes 2 and 3.



By testing the micromotor with and without an ejector at transient regimes of sudden acceleration and deceleration, the stability of the motor was not put at risk.



The concluding remark is that the noise mitigation of more than 1 dB comes with an increase in the engine performance, and the stability and the integrity of the engine were not in danger.



The ejector nozzle could be a solution to reduce the fuel consumption and acoustic pressure level of micro turbojet engines, and also, this solution could be extended to other turbo engine types.



Future work will be focused on ejector nozzles developed in combination with special mixer nozzles or a combination with chevrons having the goal of increasing the pumping performance, thrust augmentation and jet noise reduction.
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Figure 1. Test bench and instrumentation: (a) engine without the ejector nozzle, (b) engine with the ejector nozzle. 
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Figure 2. Principal scheme of an ejector, where 1 is the nozzle inlet, 2 is the nozzle exit, 3 is the ejector exit, 4 is the ejector inlet and 5 is the section between the nozzle exit and the ejector. 
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Figure 3. Scheme of the ejector for the Jet Cat P80 micromotor (a) and the nozzle of the micromotor (b). 






Figure 3. Scheme of the ejector for the Jet Cat P80 micromotor (a) and the nozzle of the micromotor (b).



[image: Aerospace 10 00162 g003]







[image: Aerospace 10 00162 g004 550] 





Figure 4. The mesh for the entire flow domain without ejector (a) and detail (b). 
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Figure 5. The mesh for the entire flow domain with ejector (a) and detail (b). 
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Figure 6. Velocity field and streamlines for the base case without the ejector. 
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Figure 7. Velocity field and streamlines for the case when section 5 has a value of 1 mm. 
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Figure 8. Velocity field and streamlines for the case when section 5 has a value of 3 mm. 
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Figure 9. Velocity field and streamlines for the case when section 5 has a value of 5 mm. 
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Figure 10. Velocity field and streamlines for the case when section 5 has a value of 8 mm. 
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Figure 11. Velocity field and streamlines for the case when section 5 has a value of 11 mm. 
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Figure 12. Velocity field and streamlines for the case when section 5 has a value of 12 mm. 
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Figure 13. The variation of the propulsion force read in section 3 obtained through numerical simulations for the variation of section 5. 
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Figure 14. The variation of the gas flow rate read in section 3 obtained through numerical simulations for the variation of section 5. 
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Figure 15. The variation of the exhaust velocity of the gases read in section 3 obtained in the numerical simulations for the variation of section 5. 
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Figure 16. The dimensions of the nozzle ejector. 
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Figure 17. Variation of the engine thrust depending on the regime. 
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Figure 18. Variation of the specific fuel consumption depending on the regime. 
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Figure 19. Variation of the compressor efficiency depending on the regime and nozzle type. 
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Figure 20. Engine operating line. 
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Figure 21. Variation of the operating line of the engine during sudden acceleration and deceleration. 
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Figure 22. Temperature variation in front of the turbine during acceleration and sudden acceleration. 
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Figure 23. Averaged noise spectra for each configuration and regime. 






Figure 23. Averaged noise spectra for each configuration and regime.



[image: Aerospace 10 00162 g023]







[image: Aerospace 10 00162 g024 550] 





Figure 24. Averaged OASPL variation depending on the tested regime and nozzle configuration. 
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Figure 25. Noise reduction in the ejector nozzle for all the tested regimes by microphone location (a) and averaged (b). 
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Table 1. Turbojet engine operating parameters.
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Regime

Speed n (rpm)

	
Nozzle Type

	
T2

[K]

	
T3

[K]

	
πc

	
Qc

[L/h]

	
F

[N]

	
S

[Kg/Nh]

	
ηc

[%]






	
1

	
Idle

35,000

	
baseline

	
23.4

	
637.0

	
1.083

	
6.88

	
4.54

	
1.213

	
0.72




	
ejector

	
22.0

	
663.1

	
1.085

	
6.59

	
4.87

	
1.083

	
0.86




	
2

	
Cruise

55,000

	
baseline

	
34.1

	
606.0

	
1.216

	
10.19

	
13.32

	
0.612

	
0.83




	
ejector

	
32.4

	
587.2

	
1.215

	
9.89

	
13.54

	
0.584

	
0.90




	
3

	
Maxim

110,000

	
baseline

	
102.0

	
655.2

	
2.059

	
22.00

	
72.93

	
0.241

	
0.76




	
ejector

	
88.2

	
600.6

	
2.098

	
21.82

	
75.83

	
0.230

	
0.93
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Table 2. Acoustic results.
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Regime/Speed n (rpm)

	
Nozzle Type

	
Mic 1 (dB)

	
Mic 2 (dB)

	
Mic 3 (dB)

	
Mic 4 (dB)






	
1

	
Idle

35,000

	
baseline

	
93.46

	
94.00

	
94.33

	
93.49




	
ejector

	
92.96

	
93.14

	
93.73

	
93.91




	
2

	
Cruise

55,000

	
baseline

	
101.33

	
101.54

	
101.50

	
100.47




	
ejector

	
100.56

	
100.34

	
100.34

	
100.10




	
3

	
Maxim

110,000

	
baseline

	
118.16

	
117.72

	
115.89

	
114.19




	
ejector

	
116.76

	
115.92

	
114.63

	
113.30
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