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Description

FIELD OF THE INVENTION

[0001] The invention is related to supersonic nozzles
for supersonic engines and more particularly to super-
sonic nozzles configured with a bypass for reduced sonic
boom strength.

BACKGROUND OF THE INVENTION

[0002] Many supersonic aircraft employ gas turbine
engines that are capable of propelling the aircraft at su-
personic speeds. These gas turbine engines, however,
generally operate on subsonic flow in a range of about
Mach 0.3 to 0.6 at the upstream face of the engine. In
supersonic applications, a nacelle is used to encompass
the engine and incorporates an inlet and a nozzle. The
inlet decelerates the incoming airflow to a speed com-
patible with the requirements of the gas turbine engine.
To accomplish this, a supersonic inlet is comprised of a
compression surface and corresponding flow path, used
to decelerate the supersonic flow into a strong terminal
shock. Downstream of the terminal shock, subsonic flow
is further decelerated using a subsonic diffuser to a speed
corresponding with the in-flow requirements of the gas
turbine engine. The exhaust from the engine is then ac-
celerated again using the nozzle.
[0003] Traditional supersonic propulsion system de-
sign methods minimize the diameter and structural
weight of the nacelle while maximizing gross thrust. In
doing so, the amount of flow captured by the inlet is limited
to only that demanded by the engine with an additional
small amount for nacelle purge and cooling. A measure-
ment of inlet operation efficiency is the total pressure lost
in the air stream between the entrance side and the dis-
charge side of the inlet. The total pressure recovery of
an inlet is defined by a ratio of the total pressure at the
discharge to the total pressure at the free stream. Max-
imizing the total pressure recovery leads to maximizing
gross engine thrust, thus improving the performance of
the propulsion system.
[0004] FIGURE 1 schematically illustrates a cross-sec-
tional view of a traditional nacelle 10, having an external
compression inlet 11 and nozzle 14 surrounding an en-
gine 16. The external compression inlet 11 compresses
and decelerates the supersonic flow to the face of the
engine 16. The inlet 11 includes the leading edge 12 of
the compression surface and the cowl 13 forming the
inlet opening of the inlet 11. The output of the engine 16
is then accelerated by the nozzle 14, creating the nec-
essary thrust to propel the aircraft at supersonic speeds.
The nacelle 10 is often designed to cover around the
protruding engine parts 18, which may include engine
components such as gear boxes and other components
known to those of skill in the art. As shown in FIGURE
1, the engine 16 may be a conventional turbofan type
engine featuring approximately 15,000 lbf of maximum

takeoff thrust and a moderate fan-to-compressor flow ra-
tio of 3.
[0005] Unfortunately, the traditional nacelle design for
a supersonic engine configuration often generates strong
shocks off the supersonic inlet and from the body of the
nacelle. A traditional approach to supersonic inlet design
typically employs shock-on-lip focusing. As would be un-
derstood by those of skill in the art, shock-on-lip focusing
involves designing a compression surface configuration
of an external compression inlet such that the inlet-gen-
erated shocks (that occur at a supersonic design cruise
speed) meet at a location immediately forward of the cowl
highlight or the cowl lip.
[0006] FIGURE 2 schematically illustrates the bottom
half of the cross-sectional view in FIGURE 1 and how
shock waves and expansion regions are generated by
the nacelle 10 and how the shape of the nacelle 10 may
generate additional shock waves and expansion regions.
As is understood by those of skill in the art, these shock
waves can coalesce into a stronger shock wave as the
shock waves propagate away from the aircraft during su-
personic flight. These shock waves can also propagate
into the aircraft surface, creating localized regions of in-
terference drag. The shock wave 20 is generated by the
leading edge 12 of the initial compression surface of the
inlet 11. The wave 20 may coalesce with the shock wave
22, generated by the cowl 13, and potentially the shock
waves 24 and 26. These shock waves may then coalesce
with shock waves propagating from the airframe itself,
eventually creating a sonic boom as heard at ground lev-
el.
[0007] The shock wave 22 is often referred to as the
cowl shock, the strength of which may be directly related
to the cowling angle A. In addition, any increase in cowl-
ing angle results in additional inlet frontal area, which
increases inlet drag as speed increases. This adverse
trend is a key reason why conventional external com-
pression inlets lose viability at high supersonic Mach
numbers. Other shock waves, such as shock wave 24,
and expansion regions, identified in region 25, are often
caused by changes in the shape and diameter of the
nacelle 10, especially as the nacelle attempts to cover
the protruding engine parts 18. The shock wave 26 is
generated off the trailing edge 15 of the nozzle. As is
understood by those of skill in the art, the strength of this
shock wave 26 is proportional to the nozzle cowling angle
B, often referred to as the nozzle boat tail angle.
[0008] Unfortunately, these shock waves combine with
those from the airframe to create a louder overall sonic
boom signature and more interference drag between the
nacelle and the remainder of the vehicle. The stronger
the shock waves, the more difficult they become to control
and attenuate and the more likely they are to produce
additional drag and sonic boom noise.
[0009] One way to control drag, as discussed in U.S.
Pat. No. 6,793,175 to Sanders, involves configuring the
inlet to minimize the shape and size of the cowl. The
configuration of the inlet initially resembles a circumfer-
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ential sector of an axisymmetric intake, but switches the
location of compression surface to the outer radius and
disposes the cowling on the inner radius in a higher per-
formance, 3-D geometry. The fact that the cowl is located
on the inner radius reduces the physical arc of the cowl.
Problems with this method include the aircraft integration
challenges created by the 3-D geometry, such as the fact
that the cross-sectional shape may be more difficult to
integrate from a packaging perspective compared to an
equivalent axisymmetric design for podded propulsion
systems. In addition, the complex inlet shape is likely to
create complex distortion patterns that require either
large scale mitigating techniques in the subsonic diffuser
or the use of engines with more robust operability char-
acteristics.
[0010] Another way to control drag by reducing the
cowl lip angle is based on decreasing the flow turn angle
by increasing the inlet terminal shock Mach number. The
improvement in drag reduction is often negated by the
reduction in pressure recovery resulting from the stronger
terminal shock. In addition, increasing the terminal shock
Mach number at the base of the shock also encounters
significant limitations in practice due to viscous flow ef-
fects. Higher terminal shock Mach numbers at the base
of the shock aggravate the shock-boundary layer inter-
action and reduce shock base boundary layer health. The
increase in shock strength in the base region also reduc-
es inlet buzz margin, reducing subcritical flow throttling
capability. Additionally, the increase in terminal shock
Mach number will most likely require complex boundary
layer management or a complex inlet control system.
[0011] Inlet compression surfaces are typically
grouped into two types: straight or isentropic. A straight
surface has a flat ramp or conic sections that produce
discrete oblique or conic shocks, while an isentropic sur-
face has a continuously curved surface that produces a
continuum of infinitesimally weak shocklets during the
compression process. Theoretically, a traditional isentro-
pic compression surface can have better pressure recov-
ery than a straight surface designed to the same operat-
ing conditions, but real viscous effects can reduce the
overall performance of the isentropic surface inlets and
result in poorer boundary layer health.
[0012] FIGURE 3 schematically represents a perspec-
tive view of a engine arrangement 30 representative of
a high specific thrust military turbofan engine of approx-
imately 11,000 lbf maximum takeoff thrust class (non-
afterburning). The arrangement 30 may include a nacelle
32, having a traditional inlet 34 and nozzle 36. As can be
seen from FIGURE 3, the nacelle must be configured to
encompass the protruding parts 40 of the engine 38.
Moreover, the non-optimal matching between the intake
area and the maximum nacelle diameter creates a large
forward cowling profile that results in high drag and strong
shock generation. Likewise, the non-optimal matching
between exhaust area and maximum nacelle diameter
causes a large nozzle boat tail angle, resulting in high
drag and strong expansion and re-shock.

[0013] FIGURE 4 schematically illustrates a perspec-
tive view of the engine 38 from FIGURE 3 installed on
the vertical stabilizer of a supersonic aircraft 42. The na-
celle 32 is configured to encompass the protruding en-
gine parts 40, creating a generally asymmetric configu-
ration, which as discussed above may contribute to the
generation of shock waves and the strength of a resulting
sonic boom. While such performance may be acceptable
for military aircraft or other such applications, the gener-
ation of strong sonic booms in the civil aviation arena is
undesirable.

SUMMARY OF THE INVENTION

[0014] Hence, it is an object of the present invention
to provide for a supersonic nozzle for a supersonic engine
and a method of decelerating a supersonic flow for a
supersonic propulsion system without generating a
strong sonic boom. This object is achieved as defined in
the independent claims 1 and 13. Further enhancements
are characterized in the dependent claims. Embodiments
of the invention may include a nacelle configuration that
employs a bypass configured to capture, route, and ex-
haust the large amount of excess airflow within and
through an aircraft nacelle, but external to the engine.
The inclusion of a bypass stream enables nacelle shape
tailoring that would otherwise not be possible for a pro-
pulsion system employing a conventional, single flow
stream design. When designing a supersonic nacelle,
embodiments of the invention capitalize on a broadened
trade space that considers sonic boom impact, cowl drag,
airframe interference drag, subsystem complexity, and
structural design techniques.
[0015] US 4,142,365 discloses a turbine engine for
subsonic transport applications. The outer wall of a front
fan nacelle overlaps an engine wall which in its rear part
is overlapped by an end shroud providing a nozzle. A
bypass wall disposed within an outer wall is not disclosed.
A bypass duct in the fan nacelle leads to an opening in
the fan. Part of the by-pass air that leaves the fan nacelle
may re-enter the apparatus. The shroud providing the
nozzle is coupled to the engine via a strut. This strut may
be aerodynamically contoured.
[0016] US 5, 311, 735 discloses a dual mode aircraft
engine. In a turbo fan mode the air entering the main inlet
may enter a by-pass valve. A strut to couple the outer
wall to a by-pass wall is not disclosed. Only a strut in the
area of a preburner is disclosed which may exhibit the
prebumer in a preferred embodiment.
[0017] It is believed that embodiments of the invention
will be better understood from the following description
taken in conjunction with the accompanying drawings,
which illustrate, in a non-limiting fashion, the best mode
presently contemplated for carrying out embodiments of
the invention, and in which like reference numerals des-
ignate like parts throughout the Figures, wherein:

FIGURE 1 schematically illustrates a cross-sectional
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view of a traditional nacelle;

FIGURE 2 schematically illustrates another cross-
sectional view of a traditional nacelle with shock
waves and expansion regions propagating off the
nacelle;

FIGURE 3 schematically illustrates a perspective
view of an engine arrangement and traditional na-
celle design;

FIGURE 4 schematically illustrates a perspective
view of the engine and nacelle from FIGURE 3 in-
stalled on a supersonic aircraft;

FIGURE 5 schematically illustrates a cross-sectional
view of a nacelle in accordance with an embodiment
of the invention;

FIGURE 6 shows the nacelle from FIGURE 5 over-
laid by the traditional nacelle from FIGURE 1;

FIGURE 7A schematically illustrates a cross-section
of an inlet in accordance with embodiments of the
invention;

FIGURE 7B schematically illustrates a side elevation
view of a supersonic aircraft inlet entrance;

FIGURE 7C schematically illustrates a side view of
an inlet in accordance with an embodiment of the
invention;

FIGURE 8 illustrates a plane view of the inlet in FIG-
URE 7A from the front of the inlet looking in the aft
direction;

FIGURES 9A and 9B show perspective views of the
inlet of FIGURE 7A with the out wall of the nacelle
drawn transparent;

FIGURE 9C illustrates another plane view of the inlet
in FIGURES 7A, 8, and 9A-B with the engine face
shown at the back of the inlet;

FIGURE 10A illustrates a Computational Fluid Dy-
namics (CFD) solution for the inlet in FIGURE 7A at
a static or low speed condition;

FIGURE 10B shows a graph plotting the axial com-
ponent of the velocity of the flow within the diffuser
shown in FIGURE 10A against the radial distance
from the center of the nacelle;

FIGURE 11A illustrates a CFD solution for the inlet
in FIGURE 7A at a supersonic design speed of Mach
1.7;

FIGURE 11B shows a graph plotting the axial com-
ponent of the velocity of the flow within the diffuser
shown in FIGURE 11A against the radial distance
from the center of the nacelle;

FIGURE 11C illustrates a Mach color CFD solution
of an inlet with a conventional cowl;

FIGURE 11D illustrates a Mach color CFD solution
of an external compression inlet with a zero-angle
cowl in accordance with an embodiment of the in-
vention;

FIGURE 12 schematically illustrates a cross-sec-
tional view of a nozzle with a bypass path in accord-
ance with an embodiment of the invention;

FIGURE 13 schematically illustrates a plane view of
the nozzle 100 from aft of the nozzle looking forward
or upstream;

FIGURES 14A and 14B show perspective views of
the nozzle from FIGURES 12 and 13 with the outer
surface of the nozzle drawn as transparent;

FIGURE 15 illustrates a CFD solution at freestream
speed of Mach 1.7 of the internal flowpath and ex-
ternal flow region for a representative traditional noz-
zle design featuring a large nozzle boat tail angle;

FIGURE 16 illustrates a CFD solution at freestream
speed of Mach 1.7 of the internal flowpath and ex-
ternal flow region for the nozzle shown in FIGURE
12;

FIGURE 17 illustrates a CFD solution for the flow
around the bypass struts 112 shown in FIGURES
12, 13, and 14A-B; and

FIGURE 18 schematically illustrates a visually ex-
aggerated 2 degree radial section of the nozzle
shown in FIGURES 12, 13, and 14A-B.

DETAILED DESCRIPTION OF THE INVENTION

[0018] The present disclosure will now be described
more fully with reference to the Figures in which various
embodiments of the invention are shown. The subject
matter of this disclosure may, however, be embodied in
many different forms and should not be construed as
being limited to the embodiments set forth herein.
[0019] Embodiments of the invention relate to super-
sonic nacelle and engine configurations that include a
bypass flow around the engine. Design considerations
may be used when employing a nacelle incorporating a
bypass flow around the engine. For example, an expand-
ed design space may include sonic boom impact, cowl
drag, airframe interference drag, subsystem complexity,
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and alternative structural design techniques, all of which
may be optimized against a propulsion system configu-
ration that favors a more streamlined, albeit enlarged,
nacelle shape. Growing the forward cowling diameter to
better streamline the forward nacelle results in additional
captured airflow that cannot be used by the engine. With-
out a system to efficiently dispose of this additional cap-
tured airflow, in the known prior art, the excess flow spills
around the exterior of the cowl lip, creating higher drag
and defeating the objective of a lower sonic boom signa-
ture. To avoid these spillage-related issues, in embodi-
ments of the invention, the additional flow is efficiently
routed internally through the nacelle and around the en-
gine, eventually exhausting back to freestream.
[0020] As would be understood by those of skill in the
art, the additional air captured by the inlet does not pass
through the turbomachinery and, consequently, is not en-
ergized. Losses along the internal flowpath prevent the
complete re-expansion of the flow back to freestream
supersonic speed upon exit from the nozzle. These loss-
es create additional drag. However, this additional drag,
along with the increased skin fiction that results from the
larger nacelle surface area, trades against the reduction
in cowl drag and airframe interference drag in addition
to a potential increase in engine thrust resulting from im-
provement in the total pressure recovery in the primary
flowpath. A properly designed bypass system may be
used to minimize or eliminate any performance penalty
while significantly reducing the contribution of the pro-
pulsion system to the overall vehicle sonic boom signa-
ture.
[0021] In accordance with embodiments of the inven-
tion, a bypass may be configured to enhance the ability
to shape or tailor the outer surface of the nacelle for im-
proved sonic boom characteristics. As a result, embod-
iments of the invention may include a more streamlined
(’stovepipe’) nacelle profile that may provide improved
matching between maximum nacelle cross-sectional ar-
ea and the cross-sectional areas of engine intake and
exhaust. Improved area matching reduces the local slop-
ing of the nacelle outer surface which produces a reduc-
tion in compression (shock) and expansion region
strength. Referring back to FIGURE 1, the cross-section-
al area of the intake defined by the cowl 13 does not
match well to the maximum nacelle diameter because
the cross-sectional area of the nacelle in the region of
the engine must accommodate the overwhelming vol-
ume requirements of the external engine hardware, es-
pecially the gearbox. Therefore, the nacelle 10 grows
dramatically in diameter around the engine 16 in order
to encompass the protruding engine parts 18. The nozzle
14 is sized to pass the engine exhaust at exit velocities
necessary to meet performance and sonic boom require-
ments: the exhaust flow is usually fully expanded at de-
sign condition to maximize thrust and to minimize the
exhaust stream’s disturbance of the external flow field.
As shown in FIGURE 1, the nozzle 14 dramatically re-
duces in diameter until the trailing edge 15, which defines

the exit cross-sectional area of the nozzle 14.
[0022] Contrary to the traditional nacelle design shown
in FIGURE 1, nacelles in accordance with embodiments
of the invention may be streamlined such that they pro-
duce weaker shocks and expansion zones at supersonic
speeds. The nacelle design may also be configured to
produce less nacelle pressure drag and airframe inter-
ference drag, when compared to a conventional nacelle
that bulges outward to be form-fitted around protruding
engine parts, such as the gearbox and other bulky hard-
ware mounted to the exterior of the engine.
[0023] In accordance with embodiments of the inven-
tion, the outer surface of the nacelle may be configured
to encompass the entire engine, including those parts
that would traditionally create protrusions on the nacelle.
FIGURE 5 schematically illustrates a cross-sectional
view of a nacelle in accordance with an embodiment of
the invention which encloses an engine 52. The bypass
flow fraction for the embodiment shown in FIGURE 5 may
be large, with about one part of flow captured by a bypass
58 for every two parts ingested by the engine, giving a
bypass percentage of about 50 percent. The bypass is
a portion of the flowpath internal to the nacelle that does
not direct flow into, through, or out of the engine. The
engine 52 shown in FIGURE 5 is the same as that shown
in FIGURE 1. It should be understood that embodiments
of the invention may be applied to any air-breathing pro-
pulsion system configured for supersonic flight. These
propulsion systems could employ conventional turbojet
and turbofan engines, combined cycle engines, or ram-
jets. Propulsion system employing variable cycle engines
that use variable fan blade tip geometry may also be
used.
[0024] The nacelle 50 shown in FIGURE 5 also in-
cludes an inlet module 54 and a nozzle module 56. In
accordance with embodiments of the invention, the by-
pass 58 may be configured to bypass flow around the
engine 52 from the inlet 54 to the nozzle 56. The bypass
58 allows the overall design of the nacelle 50 to be more
cylindrical from cowl 60 on the inlet 54 to the trailing edge
62 on the nozzle 56.
[0025] The arrangement shown in FIGURE 5, which
may be configured to approximate a straight pipe config-
uration, has dramatically less variability in the diameter
of the nacelle from the intake area defined by the cowl
60 to the exhaust area defined by the nozzle trailing edge
62. FIGURE 6 illustrates this difference by overlaying the
traditional nacelle design 10 from FIGURE 1 on top of
the nacelle 50 from FIGURE 5. As is clear from FIGURE
6, the nacelle 50 is generally larger in diameter but is a
much more streamlined design, exhibiting less change
in outside circumference of the nacelle from the inlet 54
to the nozzle 56. In comparison, the inlet 11 of the nacelle
10 shows significant increase in diameter from the cowl
lip 13 to the maximum diameter of the nacelle 10 sur-
rounding the engine. Then, the diameter of the nacelle
10 reduces aftward along the nozzle 14 to the nozzle
trailing edge 15. As would be understood by those of skill
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in the art, a more streamlined nacelle design may pro-
duce weaker shocks and less overall drag.
[0026] The larger diameter nacelle 50 results in larger
intake area for the inlet 54, consequently taking more air
than is necessary or than the engine can handle. As a
result, the bypass 58 may be used to capture the outer
radial areas of the intake flow and bypass that flow around
the engine. The ability to successfully bypass this flow
around the propulsion system may be enabled through
the use of several additional design features that facilitate
the efficient capture, routing, and exhaust of the large
quantity of bypass flow.
[0027] An embodiment of the invention may include a
supersonic inlet for supersonic aircraft that is configured
to reduce the inlet’s contribution to a supersonic aircraft’s
sonic boom signature. To accomplish this, embodiments
of the invention may position the cowl lip of the inlet such
that the inlet captures the initial conic and/or oblique
shock within the intake plane, preventing the conic shock
energy or discontinuity from merging with the shocks
generated by the airframe during supersonic flight. It is
also contemplated that the cowl angle of the nacelle may
be reduced to zero or substantially zero in order to reduce
the contribution of cowl shock and cowl drag on the over-
all signature of a supersonic aircraft.
[0028] When designing an inlet in accordance with an
embodiment of the invention, a relaxed isentropic com-
pression surface may be used. As discussed in common-
ly owned U.S. patent application Ser. No. 11/639,339,
filed Dec. 15, 2006 (entitled "Isentropic Compression In-
let for Supersonic Aircraft"), a reduction in cowl angle
may be achieved by designing an inlet to employ a re-
laxed isentropic compression surface such that the cowl
angle may be reduced. A "relaxed isentropic compres-
sion" surface is an isentropic compression surface where
a plurality of Mach lines do not focus on the focus point
where the initial shock and the terminal shock meet. This
lack of Mach line focusing may be configured to produce
a total level of compression less than the level of com-
pression generated by a conventional isentropic com-
pression surface designed to the same criteria. The re-
laxed isentropic compression surface may be configured
to increase terminal shock Mach number in the region of
the cowl lip (creating the mechanism that reduces flow
angle at the lip), but retains a reasonable terminal shock
Mach number along the remainder of the shock, including
the base region of the terminal shock (preserving a rea-
sonable overall pressure recovery characteristic and
good shock stability). Such an arrangement may signif-
icantly reduce the local flow angle at the cowl lip, leading
to a reduction in cowling angle and a substantial improve-
ment in performance and a reduction in shock strength.
[0029] FIGURE 7A schematically illustrates a cross-
section of the inlet 54. As shown in FIGURE 7A, the inlet
54 includes a cowl lip 60 and a leading edge 64 of the
external compression surface 66. The leading edge 64
generates an initial shock 90. The compression surface
66 may be configured along with the leading edge 64 and

the cowl lip 60 using a relaxed compression arrangement
to reduce the cowling angle of the cowl lip 60, and the
strength of the cowl shock 94, effectively reducing drag
on the inlet 54 as well as the inlet’s contribution to the
overall sonic boom signature of the vehicle.
[0030] An interior splitter 68 functions within the inlet’s
subsonic diffuser to bifurcate the flow into a ’primary’
stream 80 that enters the engine 52 and a bypass stream
82 that circumvents the exterior of the engine through
the bypass 58. As would be understood by those of skill
in the art, the leading edge of the splitter 68 resides in a
subsonic flow field behind the terminal shock 92, allowing
the leading edge of the splitter 68 to use a blunted tip
without detrimental performance impact at supersonic
speeds.
[0031] FIGURE 7B schematically illustrates a side
view cross section of a relaxed isentropic external com-
pression inlet 54 configured using shock-on-lip focusing.
The inlet 54 includes a compression surface 66 with an
initial straight surface 67 at an initial turn angle 66a. The
compression surface 66 includes a second compression
surface 69 comprising a curved section 69a and a straight
section 69b. The compression surface 66 transitions into
a shoulder 69c, which defines the throat 71, the narrowest
portion of the inlet 54 flow path. The inlet 54 also includes
cowl lip 60 positioned at a cowl angle 60b measured off
the centerline of the inlet 54. Although only the curved
section 69a of the second compression surface 69 gen-
erates isentropic compression, the entire compression
surface 66 is referred to herein as a relaxed isentropic
compression surface. For comparison, an example of a
traditional isentropic compression surface 66a is shown
in a dashed line. After the flow reaches throat 71, sub-
sonic diffuser 73 provides a divergent flow path delivering
subsonic flow to the engine.
[0032] The inlet 54 first generates an initial shock 75
as the air flow in region B travels in direction A and en-
counters the compression surface 66 of inlet 54. The
compression surface 66 may be configured to generate
a terminal shock 77, having a base 77a adjacent to the
compression surface 66. As shown in FIGURE 7B, the
initial shock 75 and the terminal shock 77 are focused at
a shock focus point 79. A cowl shock 81 is shown ex-
tending upward off the cowl lip 60. The relaxed isentropic
compression surface allows for significant tailoring of the
terminal shock 77 such that the outer radial region of the
shock is nearly orthogonal to the inlet centerline. By shap-
ing the terminal shock using relaxed compression, the
cowl lip 60 may be aligned with the local flow angle in
this outer radial region of the shock, greatly reducing the
cowl lip angle. In addition, discrete adverse flow features,
such as secondary shock formation or flow separation,
may be reduced at the cowl lip region.
[0033] Although the cowl angle may be greatly reduced
when using a relaxed isentropic compression inlet in ac-
cordance with FIGURE 7B, the cowl lip is still aligned
with the local flow angle in the outer radial region of the
terminal shock directly in front of the cowl lip. As would
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be understood by those of skill in the art, reducing the
cowl angle 60b, from the angle shown in FIGURE 7B to
zero or substantially zero may result in flow distortion in
the diffuser which may increase when the cowling angle
no longer aligns with the local flow in the vicinity of the
terminal shock. This condition may generate secondary
shocks and adverse pressure fields in the vicinity of the
cowl lip, which can introduce strong tip radial blockage
defects in the flow seen by the engine at the fan face.
Further, simply reducing the cowl angle 60b to zero or
substantially zero may also create temporal flow insta-
bility within the diffuser, potentially resulting from the flow
disturbances created in the outer radial region which may
initiate and sustain diffuser flow resonance. Such reso-
nance may adversely affect performance and potentially
damage the inlet and the engine.
[0034] Additionally, a simple reduction in cowl angle
may be ineffective in controlling aft cowling drag, or drag
on the nacelle aft of the cowl lip resulting from any in-
crease in nacelle diameter as the nacelle profile encom-
passes the engine. This increase in nacelle diameter may
cause a sharper gradient in the surface angle of the cowl-
ing as the maximum nacelle diameter is approached.
[0035] Furthermore, when the cowl lip is positioned to
capture the initial or conic shock and the terminal shock
in accordance with embodiments of the invention, flow
instabilities internal to the inlet may be introduced. As
would be understood by those of skill in the art, the cap-
ture of the conic and terminal shocks may decrease the
predictability of the post terminal shock flow environment
and introduce flow separation on the inside cowl surface
and produce unwanted flow dynamics.
[0036] As shown in FIGURE 7C, the inlet structure and
arrangement may be configured such that the cowl lip
angle is extremely small or even reduced to zero. As
would be understood by those of skill in the art, a zero
or substantially zero cowl lip angle reduces the strength
of the cowl shock due to reductions in the projected sur-
face area exposed to the freestream flow. Although the
thickness of the cowl lip may include some finite amount
of material required to build the cowl lip, the cowl lip struc-
ture may be extremely thin, depending on materials and
application. It is contemplated that the nacelle wall thick-
ness may grow inward moving aft along the internal flow-
path, providing the volume necessary to incorporate
structure while maintaining the uniform external diameter
surface shape.
[0037] By employing a zero or substantially zero cowl
lip angle, with reference to a inlet axis 83, the region C
may grow, especially if the nacelle is configured to fully
encompass the engine without significant growth or con-
traction in the outer diameter of the nacelle. Such a con-
figuration may reduce or eliminate the typical sharp
growth of the outer diameter of the nacelle aft of the cowl
lip as the nacelle encompasses the engine. As would be
understood by those of skill in the art, a more cylindrical
shape of uniform outer diameter may significantly reduce
cowling drag and cowl shock strength.

[0038] In accordance with embodiments of the inven-
tion, the nacelle bypass 58 may be configured to handle
the additional airflow that may enter the inlet due to the
larger region C. By employing the bypass 58, the inlet 54
may be configured to dispose of the excess flow, which
would alternatively spill around the exterior of the cowl
lip, creating higher drag and defeating the objective of a
lower sonic boom signature. The nacelle bypass 58
avoids these spillage-related issues by routing the addi-
tional flow through the nacelle and around the engine,
eventually exhausting back to the free stream.
[0039] The nacelle bypass 58 may also serve to sep-
arate the flow distortion captured by the inlet 54. As dis-
cussed in U.S. patent application Ser. No. 11/639,339,
the use of a relaxed isentropic compression surface 66
may generate an initial shock 75 and a terminal shock
77, which may be focused at a point. The relaxed isen-
tropic compression surface may also be configured to
tailor the terminal shock 77 such that a region 85 of re-
laxed compression is produced. As a result, the strong
velocity gradient in the outer radial region may generate
the region 85 of flow distortion. In accordance with em-
bodiments of the invention, the bypass 58 may be struc-
tured and arranged to separate the worst of the flow dis-
tortion internal to the inlet 54 as shown as region 87. This
region 87 may include flow distortions introduced by the
intersection of the initial shock 75 and the terminal shock
77. In addition, the region 87 may include flow distortion
created by the sharp cowl lip 60, which may produce
unfavorable flow distortion in the presence of cross-flow;
for example, when the vehicle experiences significant
sideslip or angle-of-attack, or when the vehicle is sub-
jected to high crosswinds while operating on the ground.
[0040] More specifically, the bypass 58 operates to
split the distorted flow in the region 87 into the bypass
58, forming a bypass flow 82, which is separated from
the primary flow 80 by the splitter 68. The splitter 68 pre-
vents the bypass flow 82 and its inherent flow distortions
from reaching the sensitive turbomachinery. The result-
ing primary flow 80 may then exhibit more uniform flow
that may provide significant benefits to engine life and
engine maintenance factors and improved fan and com-
pressor stability margins. The primary flow 80 profile may
also benefit the engine performance by providing an in-
crease in pressure recovery that results from the removal
of the more distorted, lower pressure flow found in the
region 87. The subsonic diffuser 73 may be configured
to further slow the primary flow 80 into a subsonic flow
suitable for use by the engine. Also, the blunt leading
edge 68a of bypass splitter 68 may be configured to cou-
ple favorably with cowl lip 60 to produce a reduced flow
distortion profile for the engine, similar to a traditional
subsonic inlet.
[0041] The nacelle bypass 58 may also provide for the
disposition of residual discrete flow defects or temporal
flow instabilities, such as blockage profiles resulting from
flow separation or secondary shocks within the cowl lip
area. The bypass 58 may work to eliminate resonance
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coupling between tip radial and centerbody boundary lay-
er-related flow features that can otherwise create ad-
verse and strong instabilities, such as inlet buzz and other
resonance types.
[0042] In accordance with embodiments of the inven-
tion, the inlet 54 may capture the initial conic or oblique
shock 75 within the intake plane of inlet 54. Capturing
the conic shock 75 may be accomplished by either a for-
ward extension or movement of the cowling or by sizing
the inlet to a Mach number slightly lower than the design
point. Although capturing the conic shock 75 would typ-
ically introduce large-scale flow instabilities from the in-
teraction between the conic shock and the boundary lay-
er immediately aft of the cowl lip, the bypass 58 may be
configured such that the conic shock 75 may be captured
without significant impact on the primary flow 80. As a
result, the nacelle bypass 58 provides for a separation,
isolation, and disposal mechanism for the resulting spa-
tial and temporal flow defects produced by conic shock
capture, leaving the primary flow path 80 significantly un-
affected.
[0043] Referring back to FIGURE 7A, the inlet 54 in-
cludes struts 70 and struts 72 configured to stabilize the
entire structure of the inlet 54. FIGURE 8 illustrates a
plane view of the inlet 54 in FIGURE 7A looking in the
direction of air flow at the face of the inlet 54.
[0044] As would be understood by those of skill in the
art, the sharp leading edge of the cowl lip 60 provides
lower shock strength and drag characteristics at super-
sonic speeds compared to a configuration using a more
blunt lip. However, sharp cowl lip inlet designs often pro-
duce unfavorable flow distortion in the presence of cross-
flow, as when the vehicle is flying at significant sideslip
or angle-of-attack or when subjected to high cross-winds
while operating on the ground. High flow distortion within
the diffuser subsequently enters the engine, reducing
performance and consuming engine operating stability
margins. By including the internal splitter and the bypass
58, the detrimental effects during low speed operation
may be mitigated. As discussed in more detail below, the
blunt internal splitter leading edge 68 couples favorably
with the sharp cowl lip 60 to produce a reduced flow dis-
tortion profile for the engine face even at low speed or
static conditions. In effect, the sharp cowl lip 60 and the
blunt leading edge 68 function together to create a virtual
low speed inlet producing a low distortion flow, similar to
a traditional subsonic inlet.
[0045] FIGURES 9A and 9B show perspective views
of the inlet 54 with the outer surface of the inlet 54 drawn
as transparent such that the internal struts 72 of the by-
pass 58 may be clearly seen. FIGURE 9C illustrates an-
other plane view of the inlet 54 in FIGURES 7A, 8, and
9A-B with the engine face shown at the back of the inlet
54. As shown in FIGURE 9C, the engine fan 53 of engine
52 can be seen internal to the splitter leading edge 68.
The bypass 58 is shown external to the fan 53 of the
engine 52 such that the bypass flow 82 may flow around
the engine 52.

[0046] Referring back to the blunt internal splitter lead-
ing edge 68, typical low flight speeds or static operating
conditions produce unfavorable flow characteristics for
sharp cowl lips such as cowl lip 60. However, the blunt
splitter leading edge 68 couples favorably with the sharp
cowl lip 60 to produce a reduced flow distortion profile
for the engine face even at low speed or static conditions.
FIGURE 10A illustrates a computational fluid dynamic
(CFD) solution for a static or low speed condition. As
shown in FIGURE 10A, the flow at low speed or static
conditions produces a large recirculating flow region di-
rectly under the cowl lip 60. As would be understood by
those of skill in the art, such a recirculating flow condition
would produce unfavorable engine performance if the
distortion aggravating effects of the recirculating flow re-
gion reached the engine face. The blunt leading edge 68
produces a smoother flow tight against the inside surface
of the internal splitter. As shown in FIGURE 10A, the
smooth flow comes off the cowl lip 60 and rides over the
recirculating flow region before it encounters the splitter
leading edge 68. The leading edge 68 then traps the re-
circulating flow between the two leading edges 60 and
68, allowing the flow to the engine face to exhibit a low
distortion profile.
[0047] FIGURE 10B illustrates this low distortion pro-
file by plotting the axial component of the velocity of the
flow against the radial distance from the center of the
nacelle at a location just forward of the engine entrance
plane. The flow 80 in the primary path presents a gener-
ally low distortion profile as seen by the engine at low
speed. As would be understood by those of skill in the
art, without the internal splitter to separate the flow, the
sharp edge of the cowl lip 60 would introduce significant
distortion to the engine face. The flow 82 in the bypass
path is represented with a negative velocity as air is pulled
forward through the bypass 58 from behind the engine.
Again, as would be understood by those of skill in the art,
engine stability margins and performance increase cor-
respondingly with reductions in distortion. Furthermore,
the lower flow distortion may be used to eliminate the
typical requirement for low-speed distortion-attenuating
auxiliary intakes, reducing the complexity of the super-
sonic inlet 54.
[0048] FIGURE 11A illustrates a CFD solution for an
inlet in accordance with embodiments of the invention at
a design speed of Mach 1.7. At high flight speed, the
internal splitter may be configured to enhance the per-
formance benefit of isentropic relaxed compression inlet
technology. The isentropic relaxed inlet compression
permits a significant reduction in cowling angle, and as-
sociated drag and shock strength. But this benefit trades
against a reduction in total pressure created by an unfa-
vorable velocity gradient, generated by the compression
surface 66, at the outer radial edges of the entrained flow.
This velocity gradient produces a strong flow distortion
profile within the diffuser that adversely impacts engine
performance and stability margins as the distorted flow
is ingested by the engine. Although some engines may
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be configured to handle these radial velocity gradients,
the positioning of the bypass splitter 68 may be config-
ured to separate the outer radial flow, which contains the
dramatic velocity gradient, from the primary flow stream
at high flight speed or supersonic speeds, preventing the
distorted flow from reaching and affecting the engine.
[0049] FIGURE 11B illustrates the flow profile at Mach
1.7 design speed by plotting the axial component of the
velocity of the flow against the radial distance from the
center of the nacelle at a location just forward of the en-
gine entrance plane. During supersonic flight, the severe
outer radial distortion pattern 82 produced by the com-
pression surface may be confined primarily to the bypass
path around the engine. The flow 80 follows the primary
path to the engine face, illustrating a generally smooth
flow profile within the flow stream 80 entering the tur-
bomachinery. As would be understood by those of skill
in the art, the result is an improvement in total pressure
recovery at the engine face and an increase in engine
performance and stability margins.
[0050] FIGURE 11C illustrates a Mach color computa-
tional fluid dynamics (CFD) solution for an inlet 11 in FIG-
URE 1 employing a relaxed isentropic compression de-
sign and shock-on-lip focusing with a cowl lip placed such
that the conic shock is not captured by the inlet. FIGURE
11D illustrates a Mach color computational fluid dynam-
ics (CFD) solution for an inlet 54 in FIGURE 5 in accord-
ance with an embodiment of the invention. As with inlet
11, the inlet 54 employs a relaxed isentropic compression
design. However, inlet 54 includes a near-zero cowl an-
gle and is configured to capture the conic shock internal
to the inlet. FIGURES 11C and 11D represent inlets sized
for a turbofan-type engine featuring approximately
15,000 lbf of maximum takeoff thrust and a moderate
fan-to-compressor flow ratio of 3. Those areas of the flow
field disturbed by less than 0.01 Mach number unit from
the freestream Mach number value are rendered white
in both FIGURES 11C and 11D.
[0051] In comparison, the inlet 54 in FIGURE 11D ex-
hibits a greatly reduced shock disturbance region 510
due to the zero-angle cowl and conic shock capture. This
may be easily seen by comparing the shock disturbance
region 310 in FIGURE 11C and the shock disturbance
region 510 in FIGURE 11D. In FIGURE 11C, a large re-
gion 310 of disturbance is shown extending out and away
from much of the forward nacelle surface. This indicates
that the cowl shock 320, in FIGURE 11C, is much strong-
er than the cowl shock 520, in FIGURE 11D. The strong
cowl shock 320 will propagate away from the nacelle and
eventually merge with shocks generated by aircraft air-
frame. In FIGURE 11D, however, a relatively thin cowl
shock disturbance 510 extends out and away from only
the very tip of the nacelle adjacent to the zero-angle cowl
lip. This is indicative of a much weaker cowl shock 520
that will contribute less to the overall sonic boom signa-
ture.
[0052] Also illustrated in FIGURES 11C and 11D, the
reduction in spillage may be seen for inlet 54 over inlet

11. As would be appreciated by one of skill in the art, the
flow spillage 530 shown in FIGURE 11D for the inlet 54
is significantly less that the small amount of flow spillage
330 shown in FIGURE 11C for the inlet 11. Specifically,
FIGURE 11D shows minimal spillage close to the cowl
lip, indicated by a significantly reduced cowl shock
strength. For inlet 54, these reductions in shock strength
directly reduce the inlet’s contribution to a sonic boom
signature for a supersonic aircraft employing inlet 54. As
one of ordinary skill in the art will appreciate, the capture
of the conic shock functions to virtually eliminate the flow
spillage 530 and its related contribution to shock strength.
Moreover, the lack of any significant cowling profile (due
to zero cowl angle) virtually eliminates cowl shock and
cowl drag. The reduction in flow spillage 530 also reduces
drag.
[0053] FIGURE 11D also illustrates the flow distortion
that is separated and isolated from the engine face. As
discussed above, the zero or substantially zero cowl an-
gle and the capture of the conic and terminal shocks may
introduce flow distortions located in the outer radial re-
gion of the inlet. Although the bypass splitter is not shown
in FIGURE 11D, the flow distortion 540 adjacent to the
cowl lip and the outer surface of the diffuser walls illus-
trates adverse flow characteristics that could be detri-
mental to the operability, performance, and life of the fan
blades at an engine face. As discussed above, these
adverse flow characteristics may be separated and iso-
lated by the bypass 58.
[0054] The bypass may also provide significant atten-
uation of dynamic flow properties produced by inlet de-
sign and operating characteristics traditionally viewed as
undesirable. For instance, the supersonic inlet is typically
constructed to position the initial conic or oblique inlet
shock outside of the cowl lip at the supersonic design
point. This design technique results in increased flow
spillage and drag, but is generally viewed as necessary
to avoid unacceptable flow dynamics due to ingestion of
the initial shock. Such ingestion can produce a separated
flow region on the inside surface of the cowling that ini-
tiates high-amplitude flow oscillations detrimental to safe
engine operation and potentially damaging to the struc-
ture of the inlet. By segregating the outer radial flow (that
flow affected by directing the initial conic shock inside
the cowl lip), the splitter 68 in FIGURE 7A protects the
primary flow path to the engine face. As a consequence,
the high-volume bypass stream may provide an inde-
pendent zone, separated from the primary flow path, that
can serve to decouple and buffer the flow communication
mechanics that otherwise drive ingested shock oscilla-
tion.
[0055] Referring back to FIGURES 7A, 8, and 9A-C,
the bypass 58 itself can be employed to handle structural
load bearing duties typically assigned to an outer nacelle
wall. In particular, support struts 72 in the bypass 58 of
the inlet 54 may be configured to couple the splitter 68
to the outer wall of the nacelle using a thin-wall composite
structure, as an example. Such an arrangement may be
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used to produce a stiff, strong, and lightweight nacelle
structure, while maximizing the internal nacelle volume,
which may then be used for bypass flow management.
The struts in the bypass stream can also be used to tailor
the direction and amount of airflow depending on local
blockage characteristics within the bypass region. For
instance, the gearbox might completely block a signifi-
cant circumferential and radial portion of the bottom re-
gion of the bypass stream. The bypass struts in the inlet
module can be used to bifurcate the entrained bypass
flow around the gearbox blockage. Another set of struts
in the rear nacelle could be used to redirect the flow back
into a more circumferentially uniform pattern once aft of
the gearbox.
[0056] FIGURE 12 schematically illustrates a cross-
sectional view of a nozzle 100 with a bypass path 101 in
accordance with an embodiment of the invention. FIG-
URE 13 illustrates a plane view of the nozzle 100 looking
upstream of the flow from aft of the nozzle. The nozzle
100 may be configured to exhaust the primary flow 102
from the engine and the bypass flow 104. The primary
flow 102 and the bypass flow 104 are separated by a
bypass wall 106. The nozzle also includes a trailing edge
108 on the bypass wall 106 and a trailing edge 110 on
the outside surface of the nozzle 100. Struts 112 may be
configured to couple the outer wall of the nozzle 100 with
the bypass wall 106. As with the struts in the inlet, the
struts in the nozzle bypass flowpath may be constructed
from composite materials, as an example, and configured
to reinforce the nozzle, producing a stiff, strong, and light-
weight structure.
[0057] FIGURES 14A and 14B show perspective
views of the nozzle 100 with the outer surface of the noz-
zle 100 drawn as transparent such that the internal struts
112 of the bypass 101 may be clearly seen. The outer
wall of the nacelle may be constructed using thin-wall
composite material construction techniques while using
the size and placement of the struts for structural stiffen-
ing. Within the aft portion of the nozzle, as shown in FIG-
URES 13, 14A and 14B, the struts 112 may be configured
with a variable thickness designed to control the exhaust
expansion of the flow 104 in the bypass 101. This may
allow the bypass 101 to be tailor-shaped in the aft portion
of the nozzle by circumferentially varying the strut 112
thickness, controlling the exhaust expansion require-
ments based on local flow conditions, such as in-flow
pressure and mass flow, at the nozzle. As done for the
primary stream 102, the exhaust flow expansion require-
ments for the bypass flow 104 are determined by desired
performance and sonic boom characteristics: the ex-
haust flow is usually fully expanded at design condition
to maximize thrust and to minimize the exhaust stream’s
disturbance of the external flow field, but it might also be
designed to positively influence the performance and
sonic boom characteristics of the primary exhaust stream
102. The bypass arrangement shown in FIGURES 14A-
B may maximize the use of linear surfaces for manufac-
turing simplicity. For example, the struts 112 may be con-

structed using linear surfaces while the thickness of the
struts 112 may be tuned to produce the desired expan-
sion characteristics based on local flow conditions.
[0058] FIGURE 15 illustrates a CFD solution at
freestream speed of Mach 1.7 of the internal flowpath
and external flow region for a conventional nozzle design
as may be found on a high specific thrust military turbofan
engine of approximately 11,000 lbf maximum takeoff
thrust class (non-afterburning). The traditionally config-
ured nacelle and nozzle of FIGURE 15 produces a large
nozzle boat tail angle due to the reduction in outer diam-
eter as the nacelle approaches the trailing edge of the
nozzle. The traditionally configured nacelle is shown in
the figure to produce an extensive external expansion
fan and a subsequent strong re-shock due to the sharp
and steep turning angles on the nozzle’s exterior surfac-
es.
[0059] FIGURE 16 illustrates a CFD solution at
freestream speed of Mach 1.7 of the internal flowpath
and external flow region for the nozzle shown in FIGURE
12. The solution is consistent with a conventional turbo-
fan type engine cycle featuring approximately 15,000 lbf
of maximum takeoff thrust and a moderate fan-to-com-
pressor flow ratio of 3. The bypass geometry illustrated
in FIGURES 12, 13, and 14A-B, may be configured to
permit improved matching between nozzle and maxi-
mum nacelle diameter, allowing the overall design of the
nacelle to experience better streamlining of the outer na-
celle and reduced nozzle boat tail angle and therefore
weaker expansion and re-shock regions. As a result, a
nacelle in accordance with embodiments of the invention
may show an overall reduction in its contribution to the
vehicle’s sonic boom signature at supersonic flight
speeds while minimizing, or eliminating altogether, the
drag impact resulting from the larger nacelle necessary
to incorporate the bypass system.
[0060] FIGURE 17 illustrates a Mach-based CFD so-
lution for the flow 104 around a nozzle bypass strut 112
shown in FIGURES 12, 13, and 14A-B for the Mach 1.7
design condition. The solution image denotes a cut-
through of a wedged portion of the entire annular flow
region, with a cross-sectional cut of one bypass strut.
The CFD analysis illustrates the concept of controlling
throat area through circumferential growth of the bypass
struts, providing stable choke line positioning and re-
quired mass flow and expansion characteristics. FIG-
URE 17 indicates the location of the bypass nozzle choke
line 120. The CFD analysis also indicates that the bypass
struts 112, shown in FIGURES 12, 13, and 14A-B have
negligible impact on exhaust flow characteristics. In ad-
dition to providing structural performance, the thickness
of the strut, shown in FIGURE 17, may be used to control
the expansion of the exhaust flow 104 through the bypass
of the nozzle.
[0061] FIGURE 18 schematically illustrates a 2 degree
radial section of the nozzle 100 shown in FIGURES 12,
13, and 14A-B. Momentum-based and surface pressure-
based forces were extracted from viscous CFD solutions

17 18 



EP 2 215 341 B1

11

5

10

15

20

25

30

35

40

45

50

55

at Mach 1.7 freestream consistent with the engine 52
shown in FIGURE 5 operating at design condition. The
total axial force summation for this configuration was de-
termined to be 26,040 lbf, resulting in a net propulsive
force for the propulsion system adequate for meeting a
supersonic vehicle cruise thrust requirement.
[0062] It should be understood that a nacelle in accord-
ance with an embodiment of the invention may be con-
figured to use only the amount of bypass flow necessary
to minimize shock characteristics to an acceptable level
while still retaining adequate propulsion system perform-
ance. Such a design approach to a nacelle configuration
may balance various design characteristics, such as son-
ic boom requirements, design Mach number, vehicle
size, propulsion integration requirements, engine type,
mission performance requirements, and mechanical
complexity issues. Depending on the application, it is
contemplated that nacelle configurations employing by-
pass may even bypass a flow that exceeds that of the
primary flow. For example, a nacelle in accordance with
embodiments of the invention could bypass as much as
160 percent of the primary flow.
[0063] Bypass design may be used to minimize the
total pressure losses along the length of the flowpath.
Bypass support struts in the inlet and the nozzle may be
strategically placed and shaped to guide incoming flow
around and between large blockage regions occupied by
engine external hardware, such as the gearbox. In addi-
tion, some traditional engine mount designs, such as sol-
id-web crane beams, may be redesigned and opened to
permit pass-through of additional flow. The use of a hard-
shell skin over heavily distributed regions of engine ex-
ternal hardware can also be used to reduce flow losses
and protect sensitive external engine components.
[0064] It is also contemplated that the benefits of by-
pass may be maximized through the use of thin-wall na-
celle construction, trading conventional structural design
techniques by employing the bypass struts 72 and 112,
for example, as critical structural members. This tech-
nique provides larger internal flowpath area, more diffu-
sion potential, lower local velocities, and less pressure
loss. In fact, careful internal bypass design may avoid
opportunities for local choking forward of the nozzle
which would otherwise lead to excessive ram drag, poor
nozzle performance, and nondeterministic flow pumping
characteristics.
[0065] The additional structural weight that would nor-
mally be incurred through growing the diameter of a con-
ventional nacelle can be minimized for the high-flow by-
pass concept through judicious use of composite material
(to assist with the thin-wall construction technique), strut
design and placement, and reduced part-count due to
reduced mechanical system complexity (for example,
eliminating auxiliary low speed intakes normally used for
distortion control).
[0066] Additionally, the bypass zone can also be uti-
lized as a buffer region between the outer nacelle wall
and the engine surface. This has implications when in-

tegrating the nacelle with the airframe. Adverse interfer-
ence can be reduced when the outer wall shape along
the length of the nacelle is tailored in a three-dimensional
manner according to local flow characteristics near the
airframe. This ability to tailor the wall shape is improved
as the depth between the outer wall and the engine sur-
face is increased, producing additional area and volume
to work with. The bypass stream provides this additional
depth along the length of the flowpath, increasing the
opportunities for localized, tailored, three-dimensional
shaping of the nacelle surface.
[0067] The foregoing descriptions of specific embodi-
ments of the invention as defined by the claims below,
including the preferred embodiments, are presented for
purposes of illustration and description. They are not in-
tended to be exhaustive or to limit the invention to the
precise forms disclosed. Obviously, many modifications
and variations are possible in view of the above teachings
suited to particular uses.

Claims

1. A supersonic nozzle (56; 100) for a supersonic pro-
pulsion system comprising an engine (52), a bypass
(58) and a gearbox creating a gearbox blockage in
the bypass (58), the supersonic
nozzle comprising:

an outer wall;
a bypass wall (106) disposed within the outer
wall and configured to separate an
airflow inside the outer wall into a primary flow
portion (102)
and a bypass flow portion (104), the primary flow
portion (102) in
use received from the supersonic engine (52)
and
the bypass flow portion (104) in use received
from the bypass (58), the nozzle (56,100) being
configured to exhaust the primary flow (102) and
the bypass flow (104);
characterized by
a set of struts (112)
configured to couple the outer wall with the by-
pass wall (106),
the set of struts (112)
configured to tailor a direction of the bypass flow
portion (104),
namely to redirect at a predetermined superson-
ic cruise speed,
bypass flow, bifurcated around the gearbox
blockage, back into a substantially circumferen-
tially uniform pattern aft of the gearbox.

2. The supersonic nozzle (56; 100) of claim 1, wherein
the set of struts (72; 112) comprises composite or
other lightweight material for providing structural
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stiffness to the supersonic nozzle (56; 100) and/or a
thickness of the struts (72; 112) is configured to con-
trol an expansion of an exhaust from the supersonic
engine and/or the set of struts (72; 112) is construct-
ed using linear surfaces.

3. The supersonic nozzle (56; 100) according to claim
1 or 2,
wherein the set of struts (112) controls an amount
of airflow depending on local blockage characteris-
tics within the bypass flow portion (82; 104); and
wherein the set of struts (112) shapes the bypass
flow portion around internal blockages created by a
gearbox of the supersonic engine (52).

4. The supersonic nozzle (56; 100) according to one of
the preceding claims, wherein the outer wall com-
prises a trailing edge (110) that defines an exit cross-
sectional area of the supersonic nozzle (56; 100)
and/or the outer wall comprises a thin-wall composite
construction.

5. The supersonic nozzle (56; 100) according to one of
the preceding claims, wherein the supersonic nozzle
(56; 100) expands the bypass flow portion (82; 104)
to maximize a thrust of the supersonic engine (52)
and to minimize a sonic boom signature generated
by exhaust of the primary flow portion (80; 102).

6. A low shock supersonic nacelle (50), comprising:
a supersonic nozzle (56; 100) according to one of
the preceding claims being configured to accelerate
an exhaust from the engine (52) and the bypass (58;
101) and an inlet (54) defined by front portions of the
outer wall and the bypass wall, the inlet (54) config-
ured to decelerate an incoming airflow to a speed
compatible with the engine (52).

7. The low shock supersonic nacelle (50) according to
claim 6,
wherein the inlet (54)
comprises:

a leading edge (64) configured to generate a
first shock wave (90); a compression surface
(66) positioned downstream of the leading edge
(64) and having at least one curved section con-
figured to generate compression; and
a cowl lip (60) on a cowling spatially separated
from the compression surface (66) such that the
cowl lip (60) and the compression surface (66)
define an inlet opening for receiving a superson-
ic flow;
wherein the compression surface (66) is config-
ured to generate a second shock wave (92) that,
during operation of the inlet (54) at a predeter-
mined cruise speed, extends from the compres-
sion surface (66) to intersect the first shock wave

(90) at a point substantially adjacent to the cowl
lip (60).

8. The low shock supersonic nacelle (50) according to
claim 7, wherein the compression generated by the
curved section is characterized by a series of Mach
lines where, during operation of the inlet (54) at the
predetermined cruise speed, at least a plurality of
the Mach lines do not focus on the point substantially
adjacent to the cowl lip (60).

9. The low shock supersonic nacelle (50) according to
one of the preceding claims 6 to 8, wherein the by-
pass flow portion (82; 104) receives and captures a
substantial region of flow distortion created by the
inlet (54).

10. The low shock supersonic nacelle (50) according to
one of the preceding claims 6 to 9, further comprising
a diffuser (73) that receives the primary flow portion
(80) and delivers a subsonic flow to the engine (52).

11. The low shock supersonic nacelle (50) according to
one of the preceding claims 6 to 10, wherein increas-
ing a distance between the outer wall and the engine
(52) increases opportunities for localized, tailored,
three-dimensional shaping of the outer wall and/or
wherein the bypass (58; 101) attenuates instabilities
in the incoming airflow at the inlet (54).

12. The low shock supersonic nacelle (50) according to
one of the preceding claims 6 to 11,
wherein the front portions of the outer wall and the
bypass wall comprise aerodynamically coupled
leading edges (60, 68) at a low flight speeds config-
ured to generate an internal recirculating flow region
immediately aft of the leading edge (60) of the outer
wall; and
wherein the internal recirculating flow region gener-
ates a smoothly curved virtual aerodynamic surface
that reduces a downstream flow separation and dis-
tortion within the primary flow portion leading to the
engine (52).

13. A method of decelerating a supersonic flow for a su-
personic propulsion system, the method comprising:

cruising at a predetermined supersonic speed;
receiving a supersonic flow in an inlet (54) hav-
ing a compression surface (66), a bypass splitter
(68), and a cowl lip (60), the cowl lip (60) spatially
separated from the compression surface (66);
splitting a subsonic flow into a primary flow por-
tion (80; 102) and a bypass flow portion (82;
104), whereby the bypass flow portion receives
and captures a substantial region of a flow dis-
tortion created by the inlet (54);
diffusing the primary flow portion (80,102) with
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a diffuser (73) to a predetermined speed suitable
for an engine (52);
expanding the primary flow portion (80; 102) af-
ter the primary flow portion (80; 102) leaves the
engine (52) and reaches a nozzle (56; 100);
characterized by
using a nozzle (56,100) according to claim 1
comprising struts (112) in the bypass stream to
tailor the direction of airflow depending on local
blockage characteristics within the bypass re-
gion, namely directing the bypass flow
portion (82; 104) into a substantially circumfer-
entially uniform pattern prior to exhaust through
said nozzle (56; 100).

14. The method according to claim 13, further compris-
ing:

generating a first shock wave (90) from a leading
edge (64) of the compression surface (66) of the
inlet (54);
generating a second shock wave (92) that, dur-
ing operation of the inlet at a predetermined su-
personic speed, extends from the compression
surface (66) to intersect the first shock wave (90)
at a point substantially adjacent to the cowl lip
(60); and
generating compression of the supersonic flow
by a curved section of the compression surface
(66).

Patentansprüche

1. Eine Überschalldüse (56; 100) für ein Überschallan-
triebssystem, umfassend ein Triebwerk (52), eine
Umgehung (58) und ein Getriebe, das eine Getrie-
besperre in der Umgehung (58) erzeugt, wobei die
Überschalldüse umfasst:

eine äußere Hülle;
eine Umgehungshülle (106), die innerhalb der
äußeren Hülle angeordnet und dazu konfiguriert
ist, eine Strömung innerhalb der äußeren Hülle
in einen ersten Strömungsteil (102) und einen
Umgehungsströmungsteil (104) zu teilen, wobei
der erste Strömungsteil (102) beim Betrieb von
dem Triebwerk (52) aufgenommen wird und der
Umgehungsströmungsteil (104) beim Betrieb
von der Umgehung (58) aufgenommen wird,
wobei die Überschalldüse (56; 100) dazu konfi-
guriert ist, den ersten Strömungsteil (102) und
den Umgehungsströmungsteil (104) auszusto-
ßen;
gekennzeichnet, durch
einen Satz an Streben (112),
die dazu konfiguriert sind, die äußere Hülle mit
der Umgehungshülle (106) zu verbinden, wobei

der Satz an Streben (112) dazu konfiguriert ist,
eine Richtung des Umgehungsströmungsteils
(104) anzupassen, und zwar bei einer vorgege-
benen Überschallreisegeschwindigkeit den
Umgehungsströmungsteil (104), der gegabelt
um die Getriebesperre strömt, zurück in ein im
Wesentlichen gleichförmig umlaufendes Strö-
mungsmuster heckwärts des Getriebes umzu-
leiten.

2. Die Überschalldüse (56; 100) nach Anspruch 1, wo-
bei der Satz an Streben (72; 112) Kompositmateri-
alien oder andere Leichtbaumaterialien zum Bereit-
stellen von struktureller Steifigkeit der Überschalldü-
se (56; 100) umfasst und/oder eine Dicke der Stre-
ben (72; 112) dazu konfiguriert ist, eine Ausdehnung
eines Abgases des Triebwerks zum Überschallflug
zu kontrollieren und/oder der Satz an Streben (72;
112) unter Verwendung linearer Oberflächen kon-
struiert ist.

3. Die Überschalldüse (56; 100) nach Anspruch lodcr 2,
wobei der Satz an Streben (112) einen Luftmengen-
strom basierend auf Eigenschaften von lokalen
Sperreigenschaften innerhalb des Umgehungsströ-
mungsteils (82; 104) kontrolliert; und
wobei der Satz an Streben (112) das Umgehungs-
strömungsteil um innere Sperren, die von einem Ge-
triebe des Treibwerks zum Überschallflug erzeugt
werden, herum formt.

4. Die Überschalldüse (56; 100) nach einem der vor-
anstehenden Ansprüche,
wobei die äußere Hülle eine Hinterkante (110) um-
fasst, die einen Ausgangsquerschnitt der Über-
schalldüse (56; 100) bildet und/oder die äußere Hülle
eine dünnwandige Kompositkonstruktion umfasst.

5. Die Überschalldüse (56; 100) nach einem der vor-
anstehenden Ansprüche, wobei die Überschalldüse
(56; 100) den Umgehungsströmungsteil (82; 104) er-
weitert, um einen Schub des Triebwerks zum Über-
schallflug zu maximieren und eine durch das Aus-
stoßen mittels des ersten Strömungsteils (80; 102)
erzeugte Überschallknallsignatur zu minimieren.

6. Eine Überschalltriebwerksgondel (50) für geringe
Erschütterungen, umfassend:

eine Überschalldüse (56; 100) nach einem der
voranstehenden Ansprüche, die dazu konfigu-
riert ist, ein Abgas von dem Triebwerk (52) und
der Umgehung (58; 101) und
einem Einlass (54), gebildet durch Teile an der
Front der äußeren Hülle und der Umgehungs-
hülle, zu beschleunigen, wobei der Einlass (54)
dazu konfiguriert ist, einen einströmenden Luft-
strom auf eine Geschwindigkeit zu bremsen, die
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für das Triebwerk (52) geeignet ist.

7. Die Überschalltriebwerksgondel (50) für geringe Er-
schütterungen nach Anspruch 6,
wobei der Einlass (54) umfasst:

eine Anströmkante (64), die dazu konfiguriert
ist, eine erste Druckwelle (90) zu erzeugen; eine
Kompressionsoberfläche (66), die stromab-
wärts der Anströmkante (64) positioniert ist und
die mindestens eine gebogene Sektion auf-
weist, die zum Erzeugen von Druck konfiguriert
ist; und eine Verkleidungslippe (60) auf einer
Verkleidung, räumlich getrennt von der Kom-
pressionsoberfläche (66), so dass die Verklei-
dungslippe (60) und die Kompressionsoberflä-
che (66) eine Einlassöffnung zur Aufnahme ei-
ner Überschallströmung bilden;
wobei die Kompressionsoberfläche (66)) dazu
konfiguriert ist, eine zweite Druckwelle (92) zu
bilden, die sich während dem Betrieb des Ein-
lasses (54) bei einer vorgegebenen Reisege-
schwindigkeit von der Kompressionsoberfläche
(66) erstreckt, um die erste Druckwelle (90) an
einem im Wesentlichen benachbart zu der Ver-
kleidungslippe (60) liegenden Punkt zu schnei-
den.

8. Die Überschalltriebwerksgondel (50) für geringe Er-
schütterungen nach Anspruch 7, wobei der Druck,
der von der gebogenen Sektion erzeugt wird, durch
eine Serie von Machlinien gekennzeichnet ist, wobei
beim Betrieb des Einlasses (54) bei einer vorgege-
benen Reisegeschwindigkeit zumindest eine Viel-
zahl der Machlinien nicht auf den im Wesentlichen
benachbart zu der Verkleidungslippe (60) liegenden
Punkt fokussiert sind.

9. Die Überschalltriebwerksgondel (50) für geringe Er-
schütterungen nach einem der Ansprüche 6 bis 8,
wobei das Umgehungsströmungsteil (82; 104) einen
bedeutenden Anteil an durch den Einlass (54) er-
zeugter Strömungsverzerrung aufnimmt und ein-
fängt.

10. Die Überschalltriebwerksgondel (50) für geringe Er-
schütterungen nach einem der Ansprüche 6 bis 9,
weiterhin umfassend einen Diffusor (73), der den
ersten Strömungsteil (80) aufnimmt und einen Un-
terschallluftstrom zu dem Triebwerk (52) leitet.

11. Die Überschalltriebwerksgondel (50) für geringe Er-
schütterungen nach einem der Ansprüche 6 bis 10,
wobei eine Erhöhung einer Distanz zwischen der äu-
ßeren Hülle und dem Triebwerk (52) die Möglichkei-
ten für eine lokalisierte, angepasste, dreidimensio-
nale Umformung der äußeren Hülle erhöht und/oder
wobei die Umgehung (58; 101) Instabilitäten in dem

an dem Einlass (54) einströmenden Luftstrom ab-
schwächt.

12. Die Überschalltriebwerksgondel (50) für geringe Er-
schütterungen nach einem der Ansprüche 6 bis 11,
wobei die Frontteile der äußeren Hülle und der Um-
gehung bei niedrigen Fluggeschwindigkeiten aero-
dynamisch verbundene Strömungskanten (60, 68)
umfassen, die dazu konfiguriert sind, eine interne
Umlaufregion sofort heckwärts der Strömungskante
(60) der äußeren Hülle zu erzeugen; und
wobei die interne Umlaufregion eine glatte geboge-
ne quasi aerodynamische Oberfläche erzeugt, die
eine Luftströmungsteilung und Luftströmungsver-
zerrung stromabwärts innerhalb des ersten Strö-
mungsteils, der zu dem Triebwerk (52) führt, redu-
ziert.

13. Ein Verfahren zum Bremsen eines Überschallluft-
stroms für ein Überschallantriebssystem, das Ver-
fahren umfassend:

Reisen mit einer vorgegebenen Überschallreis-
geschwindigkeit;
Aufnehmen eines Überschallluftstroms in einem
Einlass (54), der eine Kompressionsoberfläche
(66), einen Umleitungstrenner (68) und eine
Verkleidungslippe (60), die räumlich getrennt
von der Kompressionsoberfläche (66) ist, um-
fasst;
Trennen eines Überschallluftstroms in einen
ersten Strömungsteil (80; 102) und einen Um-
gehungsströmungsteil (82; 104), wobei der Um-
gehungsströmungsteil einen bedeutenden An-
teil einer von dem Einlass (54) erzeugten Strö-
mungsverzerrung aufnimmt und einfängt, Zer-
streuen bzw. Reduzieren des ersten Strö-
mungsteils (80,102) mit einem Diffusor (73) auf
eine vorgegebene Geschwindigkeit, die sich für
ein Triebwerk (52) eignet;
Vergrößern des ersten Strömungsteils (80; 102)
nachdem der erste Strömungsteil (80; 102) das
Triebwerk (52) verlässt und eine Düse (56; 100)
erreicht;
gekennzeichnet durch,
Verwenden einer Düse (56,100) gemäß An-
spruch 1, die Streben (112) in der Umgehung
umfasst, um eine Richtung eines Luftstroms ba-
sierend auf lokalen Sperreigenschaften inner-
halb der Region der Umgebung anzupassen,
und zwar durch Ausrichten des Umgehungs-
strömungsteils (82; 104) in ein im Wesentlichen
umlaufendes Muster vor einem Ausstoßen
durch die Düse (56; 100).

14. Das Verfahren nach Anspruch 13, weiterhin umfas-
send:
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Erzeugen einer ersten Druckwelle (90) von einer
Anströmungskante (64) der Kompressionsober-
fläche (66) des Einlasses (54);
Erzeugen einer zweiten Druckwelle (92), die
sich beim Betrieb des Einlasses bei einer vor-
gegebenen Überschallgeschwindigkeit, von der
Kompressionsoberfläche (66) erstreckt, um die
erste Druckwelle (90) an einem Punkt zu schnei-
den, der benachbart zu der Verkleidungslippe
(60) liegt; und
Erzeugen von Druck auf den Überschalltuft-
strom durch einen gebogenen Bereich der Kom-
pressionsoberfläche (66).

Revendications

1. Buse supersonique (56; 100) pour système de pro-
pulsion supersonique comprenant un moteur (52),
une dérivation (58) et une boîte de vitesses créant
un bloqueur de boîte de vitesses dans la dérivation
(58), la buse supersonique comprenant :

une paroi extérieure ;
une paroi de dérivation (106) disposée dans la
paroi extérieure et conçue pour séparer un flux
d’air à l’intérieur de la paroi extérieure en une
section de flux primaire (102) et une section de
flux de dérivation (104), la section de flux pri-
maire (102) en utilisation étant reçue en prove-
nance du moteur supersonique (52) et
la section de flux de dérivation (104) en utilisa-
tion étant reçue en provenance de la dérivation
(58), la buse (56,100) étant conçue pour per-
mettre l’échappement du flux primaire (102) et
du flux de dérivation (104) ;
caractérisée par
un ensemble d’entretoises (112) conçues pour
coupler la paroi extérieure à la paroi de dériva-
tion (106),
l’ensemble d’entretoises (112) étant conçu pour
adapter un sens de la section de flux de dériva-
tion (104), à savoir pour rediriger à une vitesse
de croisière supersonique prédéterminée le flux
de dérivation détourné autour du bloqueur de
boîte de vitesses pour revenir à un modèle sen-
siblement uniforme circonférentiellement après
la boîte de vitesse.

2. Buse supersonique (56; 100) selon la revendication
1, dans laquelle l’ensemble d’entretoises (72; 112)
comprend un matériau composite ou autre matériau
léger pour assurer une rigidité structurelle à la buse
supersonique (56; 100) et/ou une épaisseur des en-
tretoises (72; 112) est conçue pour contrôler une ex-
pansion d’un système d’échappement du moteur su-
personique et/l’ensemble d’entretoises (72; 112) est
réalisé en utilisant des surfaces linéaires.

3. Buse supersonique (56; 100) selon la revendication
1 ou 2,
dans laquelle l’ensemble d’entretoises (112) contrô-
le une quantité de flux d’air en fonction des caracté-
ristiques locales du bloqueur dans la section de flux
de dérivation (82; 104) ; et
dans laquelle l’ensemble d’entretoises (112) donne
sa forme à la section de flux de dérivation autour de
bloqueurs internes créés par une boîte de vitesses
du moteur supersonique (52).

4. Buse supersonique (56; 100) selon l’une quelconque
des revendications précédentes, dans laquelle la pa-
roi extérieure comprend un bord de fuite (110) qui
définit une zone de section transversale de sortie de
la buse supersonique (56; 100) et/ou la paroi exté-
rieure comprend une structure composite à paroi
mince.

5. Buse supersonique (56; 100) selon l’une quelconque
des revendications précédentes, dans laquelle la bu-
se supersonique (56; 100) dilate la section de flux
de dérivation (82; 104) pour maximiser une poussée
du moteur supersonique (52) et pour minimiser une
signature de bang sonique générée par l’échappe-
ment de la section de flux primaire (80 ; 102).

6. Nacelle supersonique à faible choc (50),
comprenant :

une buse supersonique (56; 100) selon une
quelconque des revendications précédentes,
qui est conçue pour accélérer un échappement
du moteur (52) et de la dérivation (58; 101) et
une entrée (54) définie par des sections avant
de la paroi extérieure et de la paroi de dérivation,
l’entrée (54) étant conçue pour décélérer un flux
d’air entrant à une vitesse compatible avec le
moteur (52).

7. Nacelle supersonique à faible choc (50) selon la re-
vendication 6,
dans laquelle l’entrée (54) comprend :

un bord d’attaque (64) conçu pour générer une
première onde de choc (90) ; une surface de
compression (66) positionnée en aval du bord
d’attaque (64) et dotée d’une section courbée
conçue pour générer de la compression ; et
une lèvre de carénage (60) sur un carénage sé-
paré spatialement de la surface de compression
(66) de manière à ce que la lèvre de carénage
(60) et la surface de compression (66) définis-
sent une ouverture d’entrée pour la réception
d’un flux supersonique ;
dans laquelle la surface de compression (66)
est conçue pour générer une seconde onde de
choc (92) qui, pendant l’actionnement de l’en-
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trée (54) à une vitesse de croisière prédétermi-
née, s’étend depuis la surface de compression
(66) pour croiser la première onde de choc (90)
à un point sensiblement adjacent à la lèvre de
carénage (60).

8. Nacelle supersonique à faible choc (50) selon la re-
vendication 7, dans laquelle la compression générée
par la section courbée est caractérisée par une sé-
rie de lignes de Mach où, pendant le fonctionnement
de l’entrée (54) à la vitesse de croisière prédétermi-
née, au moins une pluralité des lignes de Mach ne
se focalise pas sur le point sensiblement adjacent à
la lèvre de carénage (60).

9. Nacelle supersonique à faible choc (50) selon l’une
quelconque des revendications précédentes 6 to 8,
dans laquelle la section de flux de dérivation (82;
104) reçoit et capte une zone substantielle de dis-
torsion de flux créée par l’entrée (54).

10. Nacelle supersonique à faible choc (50) selon l’une
quelconque des revendications précédentes 6 à 9,
comprenant en outre un diffuseur (73) qui reçoit la
section de flux primaire (80) et délivre un flux sub-
sonique au moteur (52).

11. Nacelle supersonique à faible choc (50) selon l’une
quelconque des revendications précédentes 6 à 10,
dans laquelle l’augmentation d’une distance entre la
paroi extérieure et le moteur (52) augmente les pos-
sibilités de formage dimensionnel localisé et adapté
de la paroi extérieure et/ou dans laquelle la dériva-
tion (58; 101) atténue les instabilités du flux d’air en-
trant à l’entrée (54).

12. Nacelle supersonique à faible choc (50) selon l’une
quelconque des revendications précédentes 6 à 11,
dans laquelle les sections avant de la paroi extérieu-
re et de la paroi de dérivation comprennent des bords
d’attaque couplés au niveau aérodynamique (60, 68)
à des vitesses de vol faibles conçues pour générer
une zone de flux de recirculation interne juste après
le bord d’attaque (60) de la paroi extérieure ; et
dans laquelle la zone de flux de recirculation interne
génère une surface aérodynamique virtuelle légère-
ment qui réduit une séparation de flux et une distor-
sion en aval dans la section de flux primaire menant
au moteur (52).

13. Procédé de décélération d’un flux supersonique
pour système de propulsion supersonique, ce pro-
cédé comprenant :

le fonctionnement en mode de croisière à une
vitesse supersonique prédéterminée ;
la réception d’un flux supersonique dans une
entrée (54) dotée d’une surface de compression

(66), d’un séparateur de dérivation (68), et d’une
lèvre de carénage (60), la lèvre de carénage (60)
étant spatialement séparée de la surface de
compression (66) ;
la séparation d’un flux subsonique en une sec-
tion de flux primaire (80; 102) et une section de
flux de dérivation (82; 104), la section de flux de
dérivation recevant et captant une zone subs-
tantielle d’une distorsion de flux créée par l’en-
trée (54) ;
la diffusion de la section de flux primaire
(80,102) au moyen d’un diffuseur (73) à une vi-
tesse prédéterminée adaptée pour un moteur
(52) ;
l’expansion de la section de flux primaire (80;
102) en aval de la section de flux primaire (80;
102) quitte le moteur (52) et atteint une buse
(56; 100) ;
caractérisé par
l’utilisation d’une buse (56,100) selon la reven-
dication 1 comprenant des entretoises (112)
dans le flux de dérivation pour adapter la direc-
tion du flux d’air en fonction des caractéristiques
du bloqueur local dans la zone de dérivation, à
savoir en dirigeant la section de flux de dériva-
tion (82; 104) vers un modèle sensiblement uni-
forme circonférentiellement avant l’échappe-
ment à travers ladite buse (56; 100).

14. Procédé selon la revendication 13, comprenant en
outre :

la génération d’une première onde de choc (90)
depuis un bord d’attaque (64) de la surface de
compression (66) de l’entrée (54) ;
la génération d’une seconde onde de choc (92)
qui, pendant le fonctionnement de l’entrée à une
vitesse supersonique prédéterminée, s’étend
depuis la surface de compression (66) pour croi-
ser la première onde de choc (90) à un point
sensiblement adjacent à la lèvre de carénage
(60) ; et
la génération de la compression du flux super-
sonique par une section courbée de la surface
de compression (66).
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