Mathematical Modelling for Wave Drag
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Abstract Supersonic flight has been the subject of last half century. Both civil and
defence projects have been running to design an aircraft to fly faster than speed of
sound. Developing technology and increasing experience of design leads to faster,
fuel efficient, hence, ecological, long-ranged aircrafts. These vehicles make people
live easy by shortening travel time, perform missions with powerful defence aircrafts
and helping explore space. Aerodynamic design is the main argument of the high
speed aircrafts improvement. Having less supersonic drag force, which is greater
than the double of subsonic case for conventional aircraft, is the ultimate goal of the
aircraft designers at supersonic speed. In this chapter, an aerodynamic characteristics
of the entire configuration is optimized in order to reach this aim. Moreover, solver
algorithm is validated with computational fluid dynamics simulations for different
geometries at various speeds. The objective of this study is to develop a program
which optimizes wave drag coefficient of high speed aircrafts by numerical methods.

Keywords Supersonic flight - Wave drag - Optimization * Area rule

1 Wave Drag Definition

Designing an aircraft with the ability of flying faster than the speed of sound was the
purpose of most aircraft designers in the past decades in order to reduce travel time
and research space. Both aims require ultimate design configurations for definite
missions. Unlike the subsonic design, the supersonic region has struggles to deal
with in order to reach this aim. The major part of this problem is about the huge drag
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force occurring when compared to subsonic speed. Thus, aircraft designers aware of
these drawbacks were in a need of making modifications to their design. For example,
re-entry of an spacecraft which is directly related to drag force must be considered
as one of the critical issue of the overall design process.

Wave drag can be described as the major part of the force resisting aircraft motion
at supersonic speed. It depends on the velocity of the aircraft, wing area, air density
and drag coefficient which are related to complete configuration of the aircraft. The
main purpose in an aircraft design is generally to reduce drag to minimum level. On
the other hand, drag force is beneficial for some extreme cases, such as the utilization
of parachute for short distance landing. Drag is mainly classified as drag due to lift
and zero lift drag. The work represented in this chapter mainly concentrates on the
wave drag (zero lift). Temperature, pressure, aircraft velocity and the shape of the
configuration affects the magnitude of the wave drag. When supersonic free stream
reaches an obstacle, shock wave occurs which increases the density and pressure
of the flow. In other words, the free stream Mach number, which must be greater
than 1 for shock wave to occur, decreases below Mach 1 after the normal shock
formation [5]. The shock wave leads to increase in entropy and reduction in total
pressure. If the shock wave is inevitable, the efficiency of the shock formation can be
increased in order to reduce the total increase of entropy. A wing with sweep angle
and fuselage shaping can be used for this purpose. This study aims at minimizing
wave drag coefficient without changing the aerodynamic characteristics of the lifting
surfaces. Thus, the area distribution and the volume of the fuselage is modified to
reach the minimum value of the objective function.

As seen in Fig. 1 [14], the supersonic drag of an aircraft rises 3—4 times of the
subsonic case so that the drag optimization of the supersonic aircraft is the main
criterion of the aerodynamic design process. The aircraft shape might be optimized
despite the fact that the composition of it seems suitable for the residential of sub-

Fig.1 Drag variation with Cog
mach number [14]

LEAKS &
FROTURERANCES

MIMELLANLIAS

/ WAVE | DRACG

ORM A INTERFERENCE

_____ 2t LIS

SKIN FRCTION DRAL
| | -

L] T T i

. Moo 18 12 MACH NUMBLR

|




Mathematical Modelling for Wave Drag Optimization ... 111

components. Nevertheless, the optimal shape of aircraft are not being implemented
to the base design due to the manufacturing and sub-component constraints which
give rise to additional drag. Small changes in supersonic drag could be critical. To
illustrate this, on the Concorde, [16] it can be stated that one count drag increase
(AC4 = 0.0001) requires two passengers, out of the 90-100 passenger capacity, be
taken off the North Atlantic run [16]. Additional drag components at supersonic
speed are wave drag due to lift and wave drag due to volume. Wave drag due to lift
vanishes as Mach number goes to one or aspect ratio goes to zero. Consequently,
wave drag due to volume is investigated in this research. The behavior of the volume
wave drag at various Mach numbers and different geometries are observed.

2 Far-Field Theory

Total momentum change in streamwise direction of control volume is equal to the
drag of the aircraft. Inlet region is the only undisturbed flow passing through the
aircraft geometry which becomes two dimensional because of the pressure effects.
Thus, the momentum change between inlet and outlet regions (streamwise momen-
tum change) is the sum of all the drag contributors. In addition, subsonic flow becomes
parallel at outlet if the control volume is large enough. On the other hand, mass flows
in and out from the side of the cylinder at supersonic speed due to shock and expan-
sion wave formations [15, 17] (Fig.2).

Total change in momentum as a result of mass flow in and out is defined as wave
drag. Moreover, since the shock formation varies with the angle of attack, wave drag
can change with the angle of attack as well. Therefore, wave drag is formed with
wave drag due to volume and wave drag due to lift which produces the effects of
wave drag variation due to lift. The drag equation is given in Eq. (1) as
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Fig. 2 Control volume representation [19]
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Miscellaneous drag consists of excrescence and base drags. If the control volume
is located far enough, flow becomes two dimensional, the stream wise perturbation
velocity is zero. Thus the second integral in the general drag formula becomes zero as

pooUSO// b0 (1+ ) dSy =0, ®)

S$3=51

and the gauge pressure is formulated as

1 2 (42 2
P =P = =5pocUsx (@; +62) . €)
Since the viscosity effects are neglected, the total inviscid drag equation can be
written as shown below:

1
D= —pu U2, / / buty S+ 3 U, / / @ oD dsy. @)
Sz SZ

Wave drag can be calculated directly from mass flow change at side surface of the
control volume. Perturbation velocities in the first integral give the velocity change
in side direction. As these are multiplied with the density and the square of free
stream velocity, the total wave drag could be obtained. The wave drag formula is
given in Eq. (5):

Dy = —paoU, / / b:dr dSs . 5)
S

Farfield linear theory has positive and negative characteristics. First, it is simply used
for calculations. In addition, singularities can be overcome without sophisticated
numerical methods; i.e., pressure calculations at leading edge. As shown in Eq. (4),
induced drag can be separated from wave drag by using far field linear theory which
provides pure wave drag calculation. Thus, it is useful for area rule optimization with
respect to wave drag. Since the volume of the aircraft is the only contributor to drag
formula, aircraft geometry can be directly related to the wave drag. Hence, aircraft
area distribution can be modified in order to minimize wave drag. On the contrary,
the theory does not reflect physics of the flow completely. Therefore, aircraft design
could be validated with other methods to ensure behavior of the flow over aircraft
surface [2].
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2.1 Formula Transformation
Conventional form of the wave drag is given as

11
1
Dv=—3- / / §"(@)S" () loglx — y| ddy . ©
T
0 0

Two problems arise in the calculation of the formula given above. Firstly, singularity
occurs where the longitudinal locations of the aircraft become identical. Secondly,
numerical precision strongly depends on the differentiation method used and the
degree of accuracy. Thus, a sensitivity analysis is effective for calculation of wave
drag force. Two conditions must be satisfied for the method used to obtain wave drag:

1. The first derivative of the area distribution is continuous along longitudinal direc-
tion of aircraft.

2. The first derivatives of the area distribution at nose and rear regions are equal to
zZero:

§'0)=5L)=0, (N
where L represents the length of aircraft. When the conditions explained above are

satisfied, the first derivative of the area distribution can be transformed to the Fourier
sine series as,

1
x=—=(1—cosb), ()
2
where 6 varies between 0 and 7:
6 = cos (1 —2x) . 9)

Subsequently, we refer to Egs. (8) and (9) implicitly. Then the first derivative distri-
bution is given by

o0
S'(x) = Za, sinré , 0<x<1, (10)
where the coefficient is written as

00
r=I1

/ S'(x)rode . (11)

tllw

The area distribution of the aircraft is obtained by integrating the Eq. (10) as
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00 b g
Skx) = Z a, / sin rOdx . (12)
r=1

Equation (9) is integrated and substituted into Eq.(11) by using the derivative of
Eq.(8):

1
dx = —— sinf do ,
2

(13)
hence,
17
S(x) = 3 Zl: a,/sinre sin0do,
= 0
1 1 1 & sin(r — D0 sin(r + 1)
= —a, (0 — = sin20) + ~ . - ,
atgar®=7sin )+4§a[ F—1 1
= +1 9+1§:( 1) sin r6 (14)
=a 4a1 1 a, — da, sinro .

r=I1

By using Eq.(13), the second derivative of the area distribution is obtained and
inserted into Eq. (6) as

o0
Z as sin s6d0,

b/

o0
Z ra,ag / sin r0 sin s6d0,

1 s=1 0

l\)l—‘
M

I

Mz
\EI\)

d 15
ZS] (15)

Gradient-based optimization method is used in order to obtain the area distribution

which has minimum wave drag force. Since the accuracy of the gradient calculation
strictly depends on the smoothness of the objective function and constraints
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3 Mathematical Modelling

3.1 Cross-Sectional Area Calculation

Greens theorem is used for the calculation of cross-sectional area [10]. The incre-
mental area dA is defined as
dA = dxdy . (16)

It states that area A of a closed region D can be represented as

A://dA. (17)

D

Furthermore, M and L are functions having continuous partial derivatives defined by
the boundaries of D:

oM oL
— = =1. (18)
ox ay
The area of A is given as
A= 7{(de + Mdy) . (19)
C

The final form of the area formula can be written as

A= % %(—ydx + xdy) . (20)
c

Area computation for each cross-section is necessary as being inputs to the solver,
since the shape of the cross-sections are arbitrary with variable number of points.
Equation (19) is used to calculate this area. Figure 3 indicates the arbitrary shaped
cross section:

n—1
1
S= 3 E (Vixir1 — Yir1xi) - 21
i=1

3.2 Fourier Transformation

The Fourier transformation methodology is defined as fitting the data set or any type
of the polynomial to sinusoidal function(s). General formulation for the polynomial
curve fitting is written as
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Xn-1,Yn-1
: Xi+1,Yi+1
Xn,¥Yn © "
Xi,Yi
X2,Y2
X1,Y1
Fig. 3 Arbitrary shaped area
y=ay+aix+ax’+ -+ aux" . (22)
The residual is calculated as
n
S,=Z(y,-—ao—alx—a1x2—~-—amx")2; (23)

i=1

this fit of the curve accuracy has to be optimized. Thus, gradients of the residual is
zero when the curve fitting represents the data set successfully. The gradients are
given by

BSr n

dag :_2;@"—ao—alx—alxz—---—amx"), (24)
aS, .

da; _2; xi(yi — ap — aix — ayx* — - — apx") | (25)
L —Zi i —ag— aix —ax’ — - — ax") (26)
aa2 o i i m )

aS, “

da, :_Zg‘x?'(yi—ao—alx—a1x2—~-—amX”)- (27)

The coefficients are obtained by equating and solving the gradient equations as
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mao + O _xdar + O xDay+ -+ O xam = D _yi . (28)
O xao+ O xhar + Q- xhar+ -+ O xr Na, =D xyi. (29)
O xhao+ O xhar+ QO xhay + -+ QA an = D xivi, (30)

Q- xhag+ O ar + O Xy + -+ O xp M awm = D xl'y; .
€2y
The same approach can be used for the Fourier transformation. The polynomial
function can be changed into the sinusoidal variables in order to fit the Fourier trans-
formation to data set. Equation (30) represents first order Fourier model. Application
of the transformation is presented as follows:

y = ap + a; cos(wt) + by sin(wt) . (32)
The residual of the model is given as
Sy = (i — ao + ay cos(i) + by sin(wt))” | (33)
i=1
the gradients of the residual S, are represented by

n

aS,

Sa = -2 ; (vi — Ao + A; cos(wt) + By sin(wt)) , (34)
8Sr n )

=—2>" cos(w!)(yi — A + A cos(at) + By sin(1)) , (35)
day i=1
3, . .

=-2 Z sin(wt)(y; — Ag + Aj cos(wt) + B; sin(wt)) . 36)
8a2

i=1

A necessary condition for success of convex curve fitting operation is that the gra-
dient equations are equal to zero. Then, the unknown coefficients are obtained from
solutions of set of equations. In this section, first derivative of the cross-sectional
area distribution is transformed into Fourier sine function. The reason of this process
is that the first derivative of cross-sectional area distribution must be continuous
according to the wave drag calculation methodology. Equation (35) represents the
open form of the sine function. In addition, smoothness is one of the most important
criteria for minimization procedure. Thus, representation of real cross-sectional area
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distribution must be accurate enough [2, 4, 12]. Furthermore, value of error function
shown in Eq. (31), does not reduce linearly. Therefore, to keep CPU at a certain level
and to obtain valid representation, fourth-order sine functions are chosen;

y = ag + a; cos(x) + by sin(x) + a, cos(2x) + b, sin(2x)
+as cos(3x) + bz sin(3x) + a4 cos(4x) + by sin(4x) . 37

The function S, gives the difference between discrete response data and the approx-
imated function.

N
S, => -y, (38)
i=1

we require:

39S, 0S, 9S, 0S, 9S, 0S, 9S, 0S. IS, 0 39)
day’ da;’ day’ day’ day b,  dby Oby by

3.3 Point Update

Updating the points after optimization step is the final operation of the program.
Simple methodology is used for this work. Initial cross-sectional area magnitude at
ith location Sj,;, is calculated as explained in the previous section. Then, optimal
cross-sectional area magnitude S,,, is obtained after the optimization process. The
ratio R; is defined by

Sopti = Sinil,- + AS! ) (40)
Sopt;

R = |22 . (41)
Sinit;

With respect to initial X and Y locations, jth order of ith section; Py, and Py, are
updated as follows:
Pxijo,yz = Ri : P'xijinil s (42)

Pyij(lpl = Ri ! Pyllnm N (43)
All cross-sections except for the control surfaces are updated as explained above.

The idea behind the use of ratio R; is that the slope of the points belonging to the
same cross-section is kept constant. The slopes of Py, and P;;,, can be written as,

Pyijinir _ Pyijapl

(44)

init
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Fig. 4 Point update
representation

and

_ Pinnir ‘R

Cl:jupr = Cl:].inil -

. 45
Pxijinit ‘R )

To illustrate them, Fig. 4 represents the methodology behind the point update. Assum-
ing that the final cross-sectional area is less than the initial area, then, the slope of the
point can be kept constant, and updated with respect to ratio of optimal and initial
cross-sectional area. Thus, the shape of the geometry is protected, which means that
the initial conceptual design criteria is protected.

Furthermore, some additional steps must be investigated for non-symmetric cases.
The center of the cross section must be found. Theoretically, x. and y, are the central
locations of jth cross-section:

1 n

¢ — init s 46

Xg = Zj i (46)
1 n

Yo =~ D Vit (47)
i=1

the slopes of each point in non-symmetric cross-section are

Yinit — Ye;
Cijini: = - (48)
Xinit — -xcj
Since the slope is kept constant, two unknowns and two equations arise:
Yopt — Ye;
Cijopr = - ’ (49)
xopr - xcj

e =3P + Qi = ¥)? - R = [ Gt = 5 + Giope = 3> . (50)
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Coordinates of the optimal form of the cross-sectional area distribution can be
obtained by solving Eqgs. (47) and (48). This approach provides an analysis of more
realistic configurations.

4 Theory of Lagrange Multipliers

The methodology of Lagrange multiplier is employed for the constrained optimiza-
tion. This part presents the method used for minimization of wave drag coefficient.
A general formulation can be represented as

. . cix)=0, iee,
min f(x) subject to [ci(x) S0 el
where the both objective function and constraints are smooth, real-valued functions.
i € ¢ are the equality constraints, i € [ are the inequality constraints. There are more
than one local solutions for an objective function both for constrained and uncon-
strained cases. Smoothness of the objective functions and constraints is critical for
the global convergence. Furthermore, sharp changes of these functions might mislead
the search direction. To avoid that, the functions having sharp edges could charac-
terized which can be represented with collection of smooth functions. For a simple
example, Lagrangian function for one equality constraint is shown as

L(x,2) =f(x) = Aici(x) , (D

where f (x) is the objective and ¢ (x) is the equality constraint function. The optimality
condition is given as
ViL(x*,2]) =0, and A} > 0. (52)

Despite the fact that equation shown above is necessary for optimal solution, it is not
sufficient already. It is also required that the following complementarity condition
holds:

AMei(x®) =0. (53)

Let us emphasize that, in our project, the objective function will be strictly con-

vex, guaranteeing that our candidate solution will be a real solution. Generally, the
Lagrangian function for the constrained optimization problem is defined as,

Lx, 1) =f() = D hici(x) . (54)
i=1

The active set i € A(x) C [ at any feasible x is the union of the set with the indices
of the active inequality constraints (where c¢;(x) = 0 is fulfilled) [7]. Next, the linear
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independence constraint qualification (LICQ) holds since the set of active constraint
gradients is linearly independent. Finally, the open form of the first-order necessary
conditions is written as

V.L(x* 2 =0, (55)
ci(x*)=0,foralli e¢, (56)
¢i(x*) >0, foralliel, (57)

Al >0, foralliel, (58)
Mei(x*)=0,foralliceeUI. (59)

The multi-constrained (equality) optimization method is subsequently employed for
this study. Theory of Lagrange multiplier for related subjects is explained in detail.
Considering the case of objective function f (x, y, z) to be minimized with respect to
constraints ¢y (x, y, z) and ¢, (x, y, z). The Lagrangian function is written as

L(x,y,2, A1, %) =f(x,y,2) = hicr(x, y, 2) — b2 (X, ¥, 2) (60)
the optimality condition is reached when,
VF®, y*, 2" = M Ve (%, y*, 2°) + 2 Ve (x*, y*, 7¥) . (61)
Open form of the equations are represented as,

0= Ly(x™, y*, 2% A1, A2) = fux™, y*, %) — Aieg (6%, ", 2%) — haep (0%, y*,2%) , (62)
0 = Ly(x™, y*, 2% A1, 42) = fo™, ¥, 2%) — hyer, (8%, y*, 2°) = dacp (8%, %, %), (63)

0=L.(x*y, 2" A, h2) = f2(x", y*, 2%) — Ao, (X, ", 2%) — hacy, (2%, y*, 25)

(64)
0=1L,,(x", ", 2" A1, k) = c1 (X", y*, 2%) (65)
Olez(X*ay*a Z*a)"la)"z) ZCZ(X*’)’*»Z*) ) (66)

where A and A, are Lagrange multipliers, “x” denotes the optimal condition.
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4.1 Optimization Procedure

Since the area distribution is defined two different sine function which are indepen-
dent, the wave drag formula is transformed into Eq. (65) (a( represents the nose area
which is equal to zero):

D=>(na;+nb}) . (67)

n=1

The coefficients a, and b, above are the parameters in the Fourier transformation in
Eq.(35). The permanent constraint function [9] which defines the total volume of
the aircraft is defined as

k=1
1
V= 3 ;@HI +yi) - (i1 +x3) (68)

where y represents the Fourier transformation of area distribution. The volume func-
tion is created by using a simple trapezoid rule [15]. The second constraint function
is generated for keeping ith cross sectional area constant [19]. Equation (67) shows

the constraint function of area
S;=8S.. (69)

In open form of Eqs. (66) and (67) are written as

-1
1
C = 3 Z(ale + ap sinf + 4(az — ay) sin20 + (aq — ap) sin 360 + b16 + by cos 6
i=1

+4(b3 — by) cos20 + (bg — by) cos30) - (xj+1 —x;) — V =0, (70)

C> = (a10 + a sin0+4(a3 — ay) sin 260 + (as — az) sin 30 + b0 + by cos 6

+ 4(b3 — by) c0820 + (bs — by) cos 30) — S, = 0.
(71)

Lagrangian conditions are given by
0= L(ay,ap,a3,as,by, b, b3,bys, A1, A2)a; = fa, (a1, a2, a3, a4, b1, by, b3, by) —

MCi,, (a1, ap,a3,a4,b1, b3, b3, b4) — 12Co, (a1, a2, a3, a4, b1, b2, b3, bs), (72)

0= L(ay,az,a3, a4, by, b2, b3,by, M1, A2)ay = fay (a1, a2, a3, a4, b1, b2, b3,by) —
MG, (a1, a2, a3, a4,b1. b2, b3, by) — 22Co, (ay, a2, a3, a4, b1, b2, b3, by), (73)
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0= L(ay,az,a3,a4,b1,b2,b3,b4, M1, A2)a3 = fas (a1, az, a3, aq, by, by, b3, by) —
MC,, (a1, a2, a3, a4,b1.b2, b3, by) — 22Co, (ay, a2, a3, a4, b1, b, b3, by),  (74)

0= L(ay,az,a3,a4,by, b2, b3, by, M, A2)ay = fas(a1, az, a3, aq, by, by, b3, by) —

MG, (a1, a2, a3, a4,b1. b2, b3, b4) — 12Co, (a1, a2, a3, a4, b1, b2, b3, by), (75)

0= L(ay,ap,a3,a4,b1,b2,b3, b4, A1, 12)p, = fp, (a1, a2, a3,a4,by, b, b3, by) —
MCyy, (a1, a2, a3, a4, b1, b2, b3, by) — A2Co, (a1, a2, a3, a4, b1, b2, b3, by), (76)

0= L(ai, a2, a3, as, b1, by, b3, by, A1, A2)p, = fo,(a1, a2, az, as, by, by, b3, by)
—21Cy,, (ar, az, az, as, by, by, b3, bs) — Gy, (a1, az, a3, as, by, by, bz, bs), (77)

0 = L(a1, a2, az, as, by, by, b3, by, Ay, M)y, = fo,(a1, a2, az, as, by, by, b3, by)
—21Cu,, (ar, az, az, as, by, by, b3, ba) — Gy, (a1, az, a3, aa, by, by, bz, bs), (78)

0 = L(a1, a2, az, as, by, by, b3, bs, Ay, Ay)p, = fo,(a1, a2, az, as, by, by, b3, by)

—11Cy,, (ar, az, az, as, by, by, b3, bs) — Gy, (a1, az, a3, as, by, by, bz, bs), (79)
0 =L(a, a2, a3, a4, by, by, b3, by, Ay, ho)y, = Cy (80)
0=L(a,ar,a3,a4,b1,by,b3,b4, A1, A1), =Cs . (81)

In order to reach the optimality conditions, a search direction is utilized to update
iterative algorithm. The search direction is written as

Vf(a1,ay,a3, a4, by, by, b3, by, A1, A2) = A1 C1(ay, ap, a3, a4, by, by, b3, by)
+12Ca(ay, az, az, aa, by, by, bz, bs) . (82)

A convergence criterion is satisfied as soon as ||[VL||, < ¢ at the regarded point, for
some given ¢ > 0.

S Validation of the Solver with F-16 Aircraft Geometry

The solver used for the calculation of the wave drag force and coefficient is validated
with CFD results. The wave drag coefficient of the F-16 aircraft at Mach 2 is obtained
for comparison with Rallabhandi’s result [13]. Figure5 represents the mesh of the
geometry.
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Fig. 5 F-16 mesh

Table 1 Comparison of the results

C. Citak et al.

Mach number Rallabhandi’s result Cp,,

Present study Cp,,

2.00 0.0357

0.0330

. 2.12e+00

1.92e+00
1.71e+00
1.50e+00
1.30e+00
1.09e+00
8.82e-01

6.75e-01

4.69e-01
I 2.62e-01
5.51e-02

Fig. 6 Mach contours of F-16

Since the Sears-Haack slender body has continuous first derivative, the stability
of wave drag computation could be achieved by using sufficient number of cross-
sections. On the other hand, the geometry of F-16 aircraft has discontinuities which
directly affects the area distribution. Five different size of elements representing the
aircraft geometry are employed in order to obtain the mesh-independent solutions.
6.7 millions elements are created for the half aircraft in Fig.5 [3].

The CFD analysis of F-16 is completed at Mach =2 for comparison of the results
which are shown in Table 4. There, it can be seen that difference between wave drag
coefficients of Rallabhandi and of present study is 5.7% (Table 1).

Figure 6 represents the Mach contours of the F' — 16.



Mathematical Modelling for Wave Drag Optimization ... 125

6 Results

The optimal forms of the configurations are represented in this section. Nonlift-
ing surfaces are modified during the optimization loop in order not to change the
aerodynamic characteristics of the aircraft configurations. In other words, fuselage
is reshaped to minimize wave drag coefficient. Mach cuts plays an important role
on calculating wave drag force for an arbitrary shaped aircraft. Equation (81) rep-
resents the Mach angle which is used for calculating intercepted area distribution
without using the Mach cone approach. In detail, the aerodynamic characteristics
of an aircraft must remain unchanged during optimization. Therefore, lifting and
control surfaces and related cross-sections are excluded for the optimization algo-
rithm. Furthermore, the total volume of the aircraft is calculated by summing all
parts despite exclusion of lifting and control surfaces. In other words, non-lifting
surfaces are modified with respect to the objective function. Second, the intercepted
cross-sectional area distribution for various Mach number is obtained by neglecting
the small changes due to Mach cone method. It can be stated that non-lifting surfaces
of a high-speed aircraft must be as smooth as possible due to avoid the flow separa-
tion and shock formation. For this reason, nonlifting surfaces such as fuselage does
not have sharp changes which brings out the intercepted area distribution for various
Mach numbers could be obtained with Mach angle methodology only [6, 8]:

1
= sin~! . 83
i (Mach) (83)

Despite the fact that the Mach number seems influential the optimization process, the
optimal cross sectional area distribution is independent from the Mach number. Mach
number only affects the intercepted area distribution only. Thus, Sears—Haack slender
body has the minimum wave drag coefficient for a given volume and length. However,
the intercepted area distribution and wave drag coefficient of it change with respect
to the Mach number. To have the minimum value of the wave drag force coefficient
for an aircraft, the change of first derivative of cross-sectional area distribution of the
entire aircraft has to be minimum for a given volume and length. The methodology
explained above is commonly used for high subsonic and supersonic aircraft design
development. (Feet and degree are used as length and angle units for all cases.)

6.1 Conceptual Aircraft Design

Lifting and control surfaces are not modified during optimization in order not to
alter aerodynamic characteristics of the aircraft. In addition, theoretical validation is
the most important argument. Despite the fact that optimal shape of the conceptual
aircraft design is not the best choice for manufacturability, theoretical aspect of the
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Table 2 Wing specifications Wing
of the conceptual aircraft —
design Airfoil NACA 63A304
Chord 2-24
Span 18.55
Sweep 45
Dihedral 0
Table 3 Tail specifications of Tail
the conceptual aircraft design
Area 103.2
Sweep 45
Dihedral 12.3
Airfoil 4% BICONVEX
Span 0
Table 4 Fuselage Fuselage
specifications of the
conceptual aircraft design Length 72.75
Volume 45

optimal form is satisfying. Specifications of the conceptual aircraft design are given
in Tables2, 3 and 4.

Figures 7 and 8 represent the initial and the optimal configurations of conceptual
aircraft design. As seen in Fig. 8, wing and tail area distribution affect the fuselage
shape to obtain the optimal area distribution. Furthermore, theoretical aspects of the
optimization method provide the optimal conceptual aircraft configuration despite
the fact that applicability to actual design projects requires advanced design methods.
To illustrate this, optimal form of the geometry can be utilized by using wing-body
concepts for high-speed UAVs.

Fuselage area distribution is modified as seen in Fig.9. Total volume and length
of the aircraft are kept constant during optimization.

6.2 Supersonic Aircraft Geometry with GE F — 414

More practical point of view than the theoretical approach can be obtained by employ-
ing supersonic aircraft on use for drag minimization. Since the cross-sectional area
of air intakes are subtracted from entire area distribution with respect to linearized
theory, Figs. 10, 11 and 12 represent the comparison between the optimal and initial
form of the three dimensional supersonic aircraft configuration without air intakes.
Tables 5, 6 and 7 represent the specifications of the supersonic aircraft.
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Fig. 7 Initial conceptual
aircraft geometry

Fig. 8 Optimal conceptual
aircraft geometry

The diameter and length of GE F — 414 are 3.96 ft and 15.18 ft [18]. According
to these dimensions, minimum cross-sectional area for the engine region is 15.4 ft>
(minimum cross-sectional area is calculated by multiplying the area of the engine
with 1.20). Thus, the locations representing engine location are fixed to this value.

The wave drag coefficient of the supersonic aircraft is reduced from 0.185 to 0.171
with the constraints explained above. Total volume of the aircraft is not kept constant

in order to avoid unnecessary increase in nose and canopy region. In detail, magnitude
of areas related to engine section are fixed by employing simple calculation which is
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Fig. 9 Comparison of initial and optimal fuselage area distribution

Fig. 10 Initial (bottom) and final (top) configuration of supersonic aircraft-isometric
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Fig. 11 Initial (left) and final (right) configuration of supersonic aircraft-top

Fig. 12 Initial (bottom) and
final (top) configuration of
supersonic aircraft-side

Table 5 Wing specifications
of supersonic aircraft

Section 1 Section?2
Span 5.13 12.59
Tip chord 12.73 4.26
Root chord 20.43 12.73
Sweep 52 28
Dihedral 0 0

less than the initial magnitudes [14]. Theoretically, volume participants at the front
region of the aircraft increases to keep volume constant which results in impractical
decision. To provide this, constraints of engine section is used for optimization.
Finally, Fig. 13 represents the initial and the optimal fuselage area distribution of
the supersonic aircraft geometry with GE F — 414. The lower part of the fuselage
must have a place for landing gear and other components. Thus, an area reduction is

applied for the upper part of the fuselage as seen in Fig. 12.
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Tabl.e 6 ,Ve“ical tail . Section 1 Section?2
specifications of supersonic
aircraft Span 1.77 7.36
Tip chord 8.05 2.30
Root chord 8.05 12.73
Sweep 0 50
Dihedral 0 60
Tabl_e 7 Horizontal tail . Section 1 Section 2
specifications of supersonic
aircraft Span 2.84 7.53
Tip chord 6.99 2.37
Root chord 3.76 6.99
Sweep 29.52 29.52
Dihedral 0 60
30 T T T T T T T | L
Initial Form
""" Optimal Form
25 -
20 4
2 s £ UTTissassEtcees
<
10 -1
5 -
0 1 1 1 1 L 1 1 1 L

15 20

25

Longttudinal Location

Fig. 13 Comparison of initial and optimal fuselage area distribution (supersonic aircraft configu-

ration with GE F — 414)

7 Conclusion and Discussion

In this chapter, the numerical optimization of the wave drag is performed. At the
early stages of research, a literature survey is completed on methods about wave
drag calculation, and optimization. The significance of wave drag for high-speed
aircraft plays major role on supersonic flow regime. Despite the fact that many other
drag types play role on the calculation of the overall drag, wave drag coefficient
describes the performance of aircraft at high speeds. Secondly, the solver is verified
by using two different aircrafts the wave drag coefficients of which are obtained from
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literature. It is seen that the difference between the results of the actual study and the
literature results are in sufficiently close agreement so as to implement the optimiza-
tion algorithm. Results are obtained from computational fluid dynamics simulations
with a variety of supersonic flow speeds. F' — 16 aircraft is analyzed and obtained that
error is smaller than 8%. Next, test cases are created with respect to the aerodynamic
parameters. The case matrix is generated to analyze the effect of each aerodynamic
parameter such as dihedral angle and area of the control surfaces. It is verified that
various types of aircrafts could be optimized by using the algorithm. Although the
optimal shape of each configuration has the smallest wave drag coefficient for the
given volume and length, the manufacturability of these aircraft remains vague. In
addition, geometry of the aircraft on use is optimized by employing the constraints
related to the engine size in order to show the algorithm can be used not only theo-
retical but also practical approaches. Finally, the program has the ability to optimize
the entire configuration. However, parts having no effect on the aerodynamic charac-
teristics are enforced to body shape change. A main reason behind this is preventing
from additional aerodynamic trade-off analysis while generating the final configu-
ration of the designed aircraft. In conclusion, aircrafts which are environmentally
friendly by saving fuel, and provides high-level security with better performance can
be obtained as a result of the study. As a future aim, additional objective functions
could be added to the program. Maximization of lift will be complementary for the
optimization problem of the complete aircraft post-design.
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