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NATIONAL AERONAUTICS AND SPACE ADMINISTRATION

TECHNICAL NOTE D-1091

FLIGHT-PATH CHARACTERISTICS FOR DECELERATING
FROM SUPERCIRCULAR SPEED

By Roger W. Luidens

SUMMARY

Characteristics of the following six flight paths for decelerating
from a supercircular speed are developed in closed form: constant angle
of attack, constant net acceleration, constant altitude, constant free-
stream Reynolds number, and "modulated roll." The vehicles were required
to remain in or near the atmosphere, and to stay within the aerodynamic
capabilities of & vehicle with a maximum lift-drag ratio of 1.0 and
within a maximum net acceleration G of 10 g's. The local Reynolds
number for all the flight paths for a vehicle with a gross weight of
10,000 pounds and a 60° swept wing was found to be about 0.7x106.

With the assumption of a laminar boundary layer, the heating of the
vehicle is studied as a function of type of flight path, initial G 1load,
and initial velocity. The following heating parameters were considered:
the distribution of the heating rate over the vehicle, the distribution
of the heat per squere foot over the vehicle, and the total heat input
to the vehicle. The constant G 1load path at limiting G was found to
give the lowest total heat input for a given initial velocity. For a
vehicle with a maximum lift-drag ratio of 1.0 and a flight path with a
maximum G of 10 g's, entry veloclties of twice circular appear thermo-
dynamically feasible, and entries at velocities of 2.8 times circular
are aerodynamically possible. The predominant heating (ebout 85 percent)
occurs at the leading edge of the vehicle. The totel ablated weight for
a 10,000-pound-gross-weight vehicle decelerating fram an initial velocity
of twice circular velocity is estimated to be 5 percent of gross weight.
Modifying the constant G load flight path by a constant-angle-of-attack
segment through a flight- to circular-velocity ratio of 1.0 gives essen-
tially a "point landing" capability but also results in an increased
total heat input to the vehicle.

INTRODUCTION

Studies of interplanetary missions indicate that atmospheric breaking
can be markedly more efficient (in terms of weight requirements) than
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propulsive braking (ref. 1). To apply atmospheric breking at the entry
veloclties associated with interplanetary trips, several problems must

be studied. One of these is the question of whether the achievable aero-
dynamic entry corridors (e.g., refs. 2 and 3) are compatible with the
corridor capebility of the planet approach guidance system. A second
problem is protecting the vehicle from the heat generated in decelerating
from the entry velocity.

In terms of acceptable G loads, entry to Earth at velocities
greater than circuler appears feasible. The advent of ablation heat-
protection systems, in contrast to radiation- and heat-sink systems, also
mekes possible the consideration of supercircular entry speeds from the
thermodynamic point of view. To minimize the weight of the heat-
protection system requires the use of "deceleration flight paths" that
have inherently low total heat inputs. The deceleration flight path 1is
defined as that segment of the total flight path in the atmosphere which
is flown for the purpose of decelerating the vehicle from an initial
velocity and altitude to a desired terminal condition. It is subsequent
to the maneuver which determines the entry corridor. The velocity change
during the entry maneuver may be small (ref. 3), so that to a first ap-
proximation the initial velocity for the deceleration flight is equal to
the entry velocity.

A number of studies of the heat input and flight mechanics of de-
celeration flight paths have been made (refs. 4 to 7). The stagnation-
point heat input per unit area nondimensiocnalized by functions of nose
radius Ry, lift-drag ratio L/D, wing loading W/A, and drag coefficient

Cp 1s the parameter usually presented. Items not considered in these

studies which are dealt with in the present analyses are: (1) the inter-
relation among the parameters Ry, L/D, W/A, and Cp required by the

vehicle geomelry, () the heat input to the windward side of the vehicle,
(3) the integration of the heat input per unit area over the vehicle
area, and (1) the effect of differentiating between the vehicle maximum
and operating lift-drag ratios. The parameier heat input per unit ve-~
hicle gross weight ic used as a measure of the heat input to the vehicle.
This paramcier is closely related to the ablated weight as a fraction of
the vehicle gross weight.

The presen. analysis ylelds closed-form results. The flight mechan-
ical approximations made are less resirictive than the assumptions used
to urrive at exist ' ng closed-form solutions. The characteristics of
the following types of flight paths are derived: (1) constant angle of
atiack, (2) const:nt G load, (%) constant heat rate, (4) constant alti-
tude, (5) constant free-stream Reynolds number, and (6) "modulated roll."
The fellowing conslrainls are imposed: Lhat the vehicle (1) remain in
or near vhe altmosphere, (o) stay within its aerodynamic capabilities,
and (.) stay within the G load capabilities of the payload and

TO0T-H
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structure. A Reynolds number constraint is alsoc discussed. The total
heat input to the vehicle and the G 1loed history are discussed as a
function of the type of flight path, initial velocity, and the initial
G load. Finally, a method of controlling landing location is discussed.

ANALYSIS
The general objective of this analysis is to develop closed-form
solutions for the characteristics of the deceleration flight path.
Equations of Motion
The equations of motion including gravitation and aserodynamic forces

in the directions tangent and normal to the flight path may be written in
the nomenclature of figure 1 as

gar- —m - Snes g -sino )
72 72
CipVeAr  _ CrpVeAgr
Vip _ 1P + (vz - 1l)cos ¢ = = + (VZ - 1l)cos @ (2)

g drt 2m
The symbols are defined in appendix A.

The following assumptions are made: (1) that the flight-path angle
relative to the local horizontal is always small, so that cos ¢ 1is ap-
proximately unity and sin ¢ is approximately ¢, and (2) that sin @
is small compared with the nondimensional term representing the aerody-
namic forces in equation (1).

Equations (1) and (2) then reduce to

q
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where G 18 defined as

_ CreVoAr _ CpoVlAgr
= == (5)



G represents the net force on the vehicle in terms of the planet g's,
or 1s the net acceleration vector felt by the pilot in planet g's.

For future reference, equation (4a), with the aid of equation (5)
and the definition of Cp (appendix A), may also be written as

=c

%E%:l-v +§g% (4-b)
=
]
u
2m(1-V2+!9-‘2) 2w( -\'1'24-!99) 3
pV2= g drt - g dar (ac) =
CrAr CrAgr

Also from figure 1, the component of 1lift in the vertical direction is
related to the total aerodynamic 1lift CL,a and the roll angle 6 by

Cp = CL,a cos 6 (6)

Vehicle Aerodynamics

The vehicle aerodynamics (fig. 2) are calculated using the equations
and assumptions given in appendix B. The vehicle design is specified by,
or characterized by, its maximum lift-dreg ratio (L/D)_o.. In general, .

for a given 1lift coefficient these curves have double values of Cp, Cr»
and a. In the present study the low range of angle of attack is used.

Flight Paths

Many possible flight paths can be considered; the present report
considers six particular flight paths and a generalized flight path. The
flight paths are deflned as follows:

(1) Constant a: 6 = 0; Cg, CD/CR, and CL/CR are constant (see
fig. 2).

n

(2) Constant h: 6 = 0; p 1is constant.

(3) Constant G: 6 = 0; CRpV2 is constant (see eq. (5)).

(4) Constant Re: 6 = 0; pV ls constant (see eq. (17)).

(5) Constant §: 6 = O; pl/zvs is constant (see eq. (10)). '



s

(6) Modulated roll: 6 1is varied from 0° to 90° (or 180°) in a man-
ner to satisfy equations (4) and (6); the vehicle angle of attack 1s de-
fined to be constent, end hence Cg, Cp/Cg, and Cp o/Cp are constant.

Heat Transfer

The heat transfer for the present anaelysis is estimated assuming a
laminar boundary layer. References 8 and 9 present & comprehensive re-
view of heat-~transfer theorlies. These have been found adequate up to
Earth circular speeds and are assumed herein to be applicable also at
supercircular speeds.

E-1001

Reference 10 gives the following form for stagnation-point heat
transfer:

(7a)

. 15.5x10"%23/Zp1/2y3 - _h_W__]
qS Rﬁfa

hge
wvhere J = 0 for the two-dimensicnal leading edge consldered in the
present analysis (j = 1 for a three-dimensional or spherical leading

edge) . For entry from high velocities ;E— << 1.0 and with equation
se

(72) in a form using V,

1/255

T (gr)3/2 (7o)

- -9
4, = 15.5X10 3

This equation may be modified to include the effect of sweep and nose
radius angle by the relation suggested in reference 8 (pp. 19 and 22):

q
T£ = cosVA, cos A = [} - sin®A coszcav/2 cos A (8)
q

s

Combining equations (7) and (8) gives

/o oL/
dl = lS.SXlO'9(gr)3/2 R—I;gi cosVA, cos A (9)

Ry

The theory and experiments of reference 11 indicate that, for the high
velocities of the present study, v has a value of 1.5 for sweep angles
from 0° to 60° and becomes less than 1.5 for sweeps greater than 60°.
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(The theory and experiment of ref. 12 indicate that the value of v may
be as low as unity.)

The symbols defining the vehicle geometry and various flow compo-
nents are illustrated in figure 3. 1In calculating the heating rates and
total heat inputs, & family of vehicles was considered which are delta-
wing configurations having a wing sweepback angle A, a constant thick-
ness d, and & constant nose radius Ry. The configurations have no

separate fuselage, and the volume in the wing is considered the usable
volume.

The following analogously simple equation for the heat transfer to
the windward side of the vehicle is developed in appendix C:

< -9 L =2 _ L | 2
g, = 15.0X10 "k gr Ax[cos O] Vé=10.2 kchAxlcos 7] \j (10)

This result is independent of angle of attack between about 3° and 30°
for a constant roll angle 6.

General Form of Equations for Flight-Path Characteristics

In eddition to those characteristics involved directly with the
equations of motion there are other flight-path characteristics of in-
terest and these are given in general form here.

Altitude. - With the assumption of an exponential atmosphere, the
flight-path altitude may be calculated if the flight-path density is
known:

1 L
h=-x1
5 1n S (11)
For Earth the values p-l1 = 2.35x10% feet and pgp, = 0.0027 (slug) (££=3)

are used as suggested in reference 4. Also for later use it is noted
that

dh 1
%" " (12)

Radiation equilibrium temperature. -~ With the flight path and ve-
hicle design known, equations (9) and (10) give the heating rate per

square foot q. In some applications the radiation equilibrium tempera-
ture, determined by the heat rate, is of interest; it is glven by

tg = (i)l/4 (13)

ge

T00T-2
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Free-stream Reynolds number. - With the flight-path density »p
known as & function of V and the vehicle characteristic length, the
free-stream Reynolds number may be calculated from
e = E%i‘. +er (14)

By use of equation (5), equation (14) may alternatively be written as

Re = 2G§W4A2x (15)
uver VCg

The free-stream viscosity is assumed constant and independent of altitude

for the present analysis, u = 0.37x106 slugs per foot-second, and x 1is
taken as f plus the root chord c (see fig. 3).

Local Reynolds number. - Local Reynolds number is related to the
free-stream Reynolds number by a function of the free-streem Mach number,
the wing-sweep angle, and the angle of attack. The method of calculation
of the ratio of local to free-stream Reynolds number Rez/Re is given

in appendix D and assumes Y = 1.2. The local Reynolds number is then

ey .
Re; = Re(::e) (18)

The value of Rel/Re depends on the value selected for 7y, and more

generally on the real gas properties. A more precise determination of
the local Reynolds number than that of appendix D is of little value at
present, because the transition Reynolds number is not accurately known.

Flight-path angle. - As mentioned previously, it is assumed that
the flight-path angles are small, and hence

singp~o¢ ~ i} (17)
But
Y -
and by use of equations (3), (5), and (12)
= EP.S_.V dp (19)

2p % av



The preceding cheracteristics are point functions along the flight
path. The succeeding characteristics result from an integration along
the flight path.

Time of flight. - The time of flight 1s obteined by integrating the
time increment from equation (3) as follows:

- / /

Range. - Using equation (3) for dtr and epproximating cos ¢ by
unity give the range traversed during the deceleration:

(20)

é’lé"“‘

<l
<I

Vcosgpdr~r (21)

nﬂul

Total heat input. - One of the important criteria of merit for a
heat-protection system 1s its weight as a fraction of the vehicle gross
weight. If, for example, the heat-protection system is of the ablation
type and has a characteristic heat-absorbing capacity C 1in Btu per
pound, then the ablated weight may be expressed as

W
Sk (22)

The present analysis deals with the parameter Q/W which results from
a double integration (along the flight path and over the vehicle). The
integration along the flight path ylelds the total heat input per square
foot, which is given by

2 Vi
q = q dt = J—E Q-%V (23)
g D
G5
7 R

T 2

TOOT-&
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where § 1is given by equations (9) and (10) and dr 1is again given by
equation (3).

The integration over the vehicle has the general form

1 1
A‘qu=W/[wqwdgdn+wf4quNd7\dz (24)

This integration is discussed in detail in appendix E.

)
W

=+

Sample Development of Flight-Path Characteristics
for a Constant Reynolds Number Path

The case of "constant free-stream Reynolds number" is considered
here in detall. The velocity ratio V is taken as the independent vari-
able. The free-stream Reynolds number is given by equation (14) or (15), *
if the vehicle is specified (i.e., f+c and W/A are constant and given).
Then for Re +to be constant, pV must be constant. Since G (eq. (5))
and all the terms collected on the left side of the equation

oThgr _ {-C:-V} (z5)

are defined as constants, the right side must also be a constant. This
is the relation given in column 2 of table I. The first column identifies
the type of flight path. The term in braces is a constant for the flight
path and is specified if the path Reynolds number is specified.

Equation (25) may then be solved for p as a function of V to

give column 3 in teble I:
L) G
8r v

Because {G/CRV} is a constent along the flight path,

G = {ER%__-}CRV (27)

>l

p=2 (26)

<+
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which 1s the result given in column 4. To determine the flight-path
angle @, the derivative d.p/d.V 18 required in equation (19). This may
be obtained from equation (26):

1jal1

gr Jcgv[Vv (28)

W
= - 2 =
av A

Combining equations (19) and (28) leads to the result in column 5:

.. —{c;} (29

With ¢ having been determined, the term

TOOT-d

g% can be discussed. From

C

D dav

g d'r t% dt (20)
av

where the term %a is glven by equation (3), and G in that equation

is given by equation (27) (or column 4). With these substitutions equa-

tion (30) becomes
\'s dg 1 lG l2 :D 02 = .}
-8- drt = - Br \'s (CR) - e (31)

The term %% (column 6) is equal to -kge (column 19). For Cp/Cr

®I<

equation (29)

and CRr constant, an assumption required later, kre 1s constant.

Equation (4a) may now be solved for the lift coefficient, using the
result of equation (31) and equation (27) for G, to arrive at the re-
sult in column 7:

=2
1 -V®° =k
oy = Re (32)
7

Lo

CR .
The free-stream Reynolds number (column 8) is given by equation (14)
and is a constant for this case. More generally it may be obtained from .
the relations of p to V 1like equation (26) or column 3 of table I.
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Obtaining the local Reynolds number (column 9) requires knowledge
of the wing sweep angle end the angle of attack. The wing sweep is part
of the vehlicle design specification. The angle of attack is determined
by figure 2 using Cj from equation (32) and the vehicle (L/D)pqy.

The heating rate to the leading edge d; (eq. (9)) now depends only
on the parameter p, which has been determined, and on the independent
variable V. This result is shown in column 10. The heating rate to
the windward side g, (eq. (10)) depends on L/A, which may be determined

from equation (4b) and the result of equation (31) or column 6 as fol-
lows:

2R (1-T - xge) (33)

Making this substitution in equation (10) gives the result listed in
column 11 of table I.

The point functions have now all been determined, and it remains
to determine the integrated functions. The time of flight may be ob~
tained fram equation (20) and the equation for G from column 4 (or
eq. (27)), where the term in braces is a constan*, so that

Vv,
T 1 1 4v
T = ‘ﬁ: 34
V[ J  Cr
Vo

The variation of CD/CR and CR (or just CD) as a function of V re-

quired in equation (34) can be obtained from the curves of figure 2 and
equation (32) for Cj. Hence, equation (34) can be integrated graphi-

cally or by numerical methods for the most general cases. The present
report, however, deals only with the more simple cases where CD/CR and

CR can be approximated by constant values and closed-form solutions can

be thus obtained. This assumption is different from the assumptions for
the case of constant o for which CL/CR in addition to CD/CR and

Cp is constant. With the assumptions of Cp/CR end CR constant,
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which are noted in column 12, equation (34) becomes

R

e ]ol%
-—R—
V[ Cr Vs,

vhich integrates to the result in column 13.

V1

<||%|

(35)

By similar substitutions and assumptions, equation (21) for this

range becomes
V1
- 1”C av (36)
S4B c Iy
CRV CR 2

which integrates to the result in column 14.

Again with the similar substitutions and approximations, and by
use of the result in column 10 or equation (9) for q;, equation (23)

v
715 g7 (37)

Vo

for q; Dbecomes

v ‘,
q; = 14.9 cos A cos ?\( RyA

C
which integrates to the result in column 15.

When column 11 or equation (10) with 6 = O 1is used for éw in
equation (23), the integral equation becomes

_102kc\/‘\I—{—‘}CD / ‘/ll-v - kge| V&V (38)

C.V CR

which integrates to the result in column 16.

The integration over the vehicle to obtain Q/W indicated by equa-
tion (24) is carried out in detail in appendix E and gives the results
shown in columns 17 and 18. Alternative forms for the denominator of
columns 17 to 18 are shown in the bottom row.

To0T-&
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The results for all the other flight peths except constant o cen
be derived in a similar menner. The case of constant angle of attack is
discussed in sppendix F.

RESULTS AND DISCUSSION

The results of the analysis for all the flight paths studied are
sumarized in tables I and II.

Tables of Equations

The first column of table I gives the name of the flight path. The
term in braces in the second and subsequent columns 1s constant over the
flight path. The equations with the exception of those in columns 10,
11, and 15 to 18 apply to any planet. The results in the aforementioned
columns are given in teble II in a form which is applicable to any planet
that has an atmosphere with heat-transfer characteristics similar to
Earth. The equations for G are in terms of planet g's, and V 1is the
flight velocity divided by the planet circular velocity.

Three heating parameters are presented:

(1) Heating rate q (in Btu/(sq ft)(sec)). This is the parameter
of interest, for example, for radiation cooling.

(2) Heat input per square foot of vehicle gq, which depends on the
location with respect to the stagnation point of the area being con-
sidered. (The stagnation point is not a fixed geometric point except
for the cases of constant o and modulated roll.) The parameter q re-
sults from the integration over the flight path of the heat input to a
given location.

(3) Heat input Q = (QZ + Qw), which is related to the ablated weight

and involves an integration over the vehicle surface as well as over the
flight path.

The heating parameters are presented for two regions on the airplane:
(1) the region in the vicinity of the leading edge or stagnation point,
where the heating is a function of nose radius RN, nose radius coordi-

nate angle A, and sweep angle A, and (2) the windward side of the ve-
hicle, where the heat input is a function of the distance x from the
stagnation point. The heat input to base and lee regions is not con-
sidered.
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The term L.3) (column 17) accounts for the reduction with angle of

attack of both the effective sweepback angle and the area of the leading
edge subject to heating. The value of k; 1is approximately unity. The

term kg (columns 11, 16, and 18) accounts for the relative lift generated

by the windwerd side and the leading edge. The term X, accounts for

the length of boundary layer ahead of the windward side. The term k
with a subscript to designate the flight path (e.g., ko) &ccounts for

the amount that the flight-path curvature differs from the planet surface
curvature. Both k, and k, approach unity for slender (or high

(L/D)max)‘configurations and have a value of ebout 0.5 for the
(L/D)max = 1.0 configuration of this report.

In table I the heading "Modulated angle of attack" indicates the
flight paths for which the 1ift vector is constrained to the vertiecal
direction. For all but the constant « case, the assumption of con-
stant Cp/CR restricts the angle of attack to the vieinity of 0° or 90°,

as may be seen from figure 2. The present results are for a near 0°.

"Modulated roll" in table I designates a specific case where angle
of attack with respect to the free-stream direction is constant (hence,
Cr, CD/CR, anmd CL,a/cR are constant) and the variation of the roll angle

6 with _V is given by the equation in column 1. This relation between
6 and V gives a constant G and 6 =0 at V.

Comparison with Other Analyses

To obtain closed-form solutions, a number of simplifying assumptions
have been made. As an indication of the accuracy of the present analysis
in the stagnation region, a comparison is made for the constant-angle-
of-attack path with the results from machine integrations of the equa-
tions of motion and heating presented in reference 4. The procedure for
reducing the results of the present report to the form of reference 4 is
given in appendix G. Figure 4 presents the horizontal component of the
G load Gy and the heating-rate parameter 4 as a function of velocity

ratio V for an L/D of 0.1 and 1.0 and an initial velocity ratio v
of 0.99. The heat-input perameter q for decelerating fram V = 0.99
to V=0 1is given as a function of L/D. In the calculation of g,
the function F of table I was evaluated at the maximum value of V.
The present analysls generally gives the greater heat input. In all
cases the agreement between the two analyses is considered satisfactory.

T00T-&
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To indicate the accuracy of the present analysis in estimating the
heat input to the windward side of the vehicle, a comparison is made with
the results of reference 13 for the constant-angle-of-attack path. The
results of reference 13 have been extrapolated to the condition of zero
wall temperature and apply for the case of F =1 1in table I. Figure 5

compares the heating-rate parameter d(x/(w/A))l/z end the heat input
t

c
fqu
per unit span parameter —;9—75-575- as a function of velocity ratio v
c
B(‘K’)
for an initial velocity V of 1.0. Also shown is the variation of heat-
ing rate with angle of attack for constant 1ift. In general, the agree-
ment between the two analyses is satisfactory. Compared with reference
13, the present analysis indicates increasingly higher heat inputs with
increasing angle of attack. The maximum angle of attack to which the
present analysis is applicable depends on the degree of approximation

consideredoacceptable. The present analysis is about 15 percent higher
at a = 30°.

In general, the accuracy of the present analysis is adequate for
preliminery studies.

Some General Considerations

For atmospheric braking it is desired to determine a combination
of vehicle geometry and flight path which will result in a low heat in-
put to the vehicle. Generally there is a substantial increase in con-
vective heat input to the vehicle if the boundary layer on the vehicle
is turbulent rather than laminar. Thus it is desirable to restrict the
flight path to conditions for which laminar boundary layer can be main-
tained. An indication of the possible nature of the boundary leyer is
given by the magnitude of the Reynolds number. Two Reynolds numbers can
be considered, the free-stream value, and a local value at the edge of
the boundary layer. The free-stream Reynolds number depends on the
vehicle design parameters W/A and ¢ and on the flight-path parameter
G (see eq. (17) or (18)). The local Reynolds number is further influ-
enced by the vehicle design factors of leading-edge bluntness and sweep
and the operating parameter of angle of attack. Both local and free-
stream Reynolds number are presented in the section Point Functions.

The local Reynolds number is interrelated with the problem of hot-
gas radiation. At entry velocity ratios V greater than 1.0, the heat
input from hot-gas radiation can equal or become larger than the con-
vective heat input to an unswept stagnation region. The lowest heat in-
put to the vehicle will usually exist if hot-gas radiation is avoided
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where possible. This requires that the vehicle surface angles be small
with respect to the free-stream direction to avoid high air static tem-
peretures. In general, unsweeping the wing leading edge decreases the
local Reynolds number but tends to aggravate the problem of hot-gas radia-
tion. The choice of wing sweep angle is, therefore, a compromise. The
calculations for the present study were made for a sweep angle of 60°.
Also to avold hot-gas radiation the low-angle-of-attack rather than high-
angle-of-attack region of aerodynamic operation was chosen. The choice
of the low-angle-of-attack range and the 60° sweep is assumed to reduce
the heat input from hot-gas radiation to a low value compared with the
convective heat input. Only the convective heat input is considered
subsequently in this report.

Point Functions

The evaluation of the various flight paths for decelerating in the
Earth atmosphere is discussed with the aid of figures 6 to 11 in which
is plotted the variation of the point functions of taeble I with V. A
second abscissa shows elapsed time in minutes with time equal to zero at

V = 2.0. To arrive at numerical results, & vehlcle design defined by
Pp = 20 pounds per cubic foot, W = 10,000 pounds, A = 60°, and

(L/D)pax = 1.0 was assumed. (Higher values of (L/D)p,, result in

larger heat inputs.) For a vehicle like that of figure 3 and the above
numerical values, the following vehicle characteristics may be determined
by the equations given in appendix E: W/A = 83 pounds per square foot,
Ry = 2.06 feet, and c¢=14.5 feet. A length of 18.8 feet was used in

the calculation of the Reynolds numbers. Vehicle operation is in the
low-angle-of-attack range, and the assumptions are made that Cp ='CD,o

and CD/CR = 1.0, although for some cases more preclse approaches to the

calculation of the polnt functions are possible. All the flight paths
have & common point, at V= 2.0, G=10 g's, and 0 = O.° This results
in approximately the same values of o and h, about 5.3 and 162,000
feet, respectively. When appropriate, the following physical limits are
noted on the curves: lCL,max = 0.9, Gpay = 10 g's, hyy = 0, and

q = 190 Btu/(ft'z)(sec), or tg= 4460° R for an emissivity of unity.

Flight-path angle. - The fact that for all cases the flight-path
angle ¢ 1s small except in the vicinity of V = 0 Justifies the assump-
tion of smell angles. For all cases except constant a (fig. 6), ¢ 1is
also continuous. For the constant o case, ¢ changes discontinuously
from plus to minus near V = 1.0 and the altitude becomes indefinite.
This situation is physically approached by & shallow skip out of the
atmosphere at V = 1.0. In spite of this indefiniteness in the altitude,
the heat input to the vehicle remains finite as is shown later (see also
columns 17 and 18 of table I).
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Altitude and 1ift coefficients. - For all cases except constant h
(fig. 7) the altitude becomes less than zero for V approaching zero.
On the constant h path excessive lift-coefficlent requirements are en-
countered at V's approaching zero. The constant_ Re path (fig. 8)
also requires excessive 1lift coefficients at low Vts. In a practical
flight these and other low-speed anomalies are usually precluded by
specifying some terminal condition of velocity, 1ift coefficient, or
altitude. The actual flight path mey deviate from the specified path in
the low-speed range with little effect on the total heat input calculated
from an initially supercircular velocity, as is shown later.

The 1ift coefficient is negative; that is, 1ift force 1s directed
toward the Earth for flight velocities greater than circular. This
occurs fundamentally because the centrifugal force tending to "throw"
the vehicle out of the atmosphere is greater than the gravity force and
the difference in these forces must be counteracted by the 1lift. For
all cases except constant G (fig. 9), constant 4§ (fig. 10), and modu-
lated roll (fig. 11), the lift coefficient is positive (directed away
from the Earth) for subcircular velocities, because at subcircular speed
the centrifugal force is less than the gravity force. However, to satisfy
the assigned values of ¢ and G for the cases of constant §, constant
G, and modulated roll, negative 1ift coefficients are required at sub-
circular speeds as well as at supercircular speeds (because of the term

(V/g)(ap/dt) in eq. (4)).

G load. - For the constant G path (G = 10 g's), the abscissa of
figure 9 shows that the time of deceleration in the region of strong
heating, that is, from V=12.0to V~oO. S, is about 2 minutes. This
cambination of g's and time is about the presently accepted limit of
human tolerance 1f useful functions are to be performed by the man. For
this reason Gy = 10 g's was used in the present examples.

For all cases except constant ¢ (fig. 10) the G 1load is at or
below the initial G value at V = _2.0. For the case of constant qQ
the G increases with decreasing V to maintain ¢ constant. At a
V higher than 2 the C becomes excessive. These same characteristics

exist if other values of constant qQ are specified. Thus it is con-
cluded that the constant q path does not have application over a wide
range of V.

Angle of attack. - The angle of attack is shown as positive. For
the flight paths where the 1lift coefficient varies from minus to plus
along the flight path, one has the choice of permitting the sign of the
angle of attack to change or of rolling the vehicle 180°. 1In the latter
instance the same side of the vehicle remains the windward side. The
vehicle angle of attack is for all cases equal to or less than the angle
of attack at V = 2.0, where a 1is about S. (except for the very low
V's). From figure 2 it can be seen that CD, Cp/Cr, and Cr vary less
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than t5 percent from & mean value over the angle of attack range 0° to
5.3°. More generally, for Gy = 10 g's and (CL/CR)i = (1 - Ve)/Gi

(eq (48) with 99 = O) Cp, for exemple, varies less than *7 percent
from a mean value up to Vi 2.25 for L/D)max =1 and 2, the values

of (L/D),gx examined. An increase in G will increase V;, for which

the variation of the coefficients is small. Hence, for many problems of
interest it is a good approximation to use constant values for Cp,

CD/CR, and CR as 1s required to arrive at some of the integrated func-
tions.

Free-stream Reynolds number. - The free-stream Reynolds number Re
is also shown in figures 6 to 11. The case of constant h shows a
linearly decreasing Reynolds number with decreasing V. The case of con-
stant G for G = 10 g's shows increasing Reynolds number with decreasing
V and values much larger than for the other cases in the lower V range.
The various flight paths illustrated thus offer a cholce of increasing,
constant, or decreasing Reynolds number with decreasing V.

Local Reynolds number. - The transition from laminar to turbulent
flow in the boundary layer is more significantly related to the local
Reynolds number than to the free-stream Reynolds number. The variation
of the local Reynolds number Re; with V 1is shown for the condition

that the wing leading edge is blunt and swept 60°. All t4ve flight paths
except modulated roll (fig. 11) show a dip in Re; in the vicinity of

v = 1 followed by a rise in Rez for V <1.0. For the flight paths of

constant G and constant Re, this dip is associated with a lower angle
of attack in the vicinity of ¥ = 1.0. For the constant o case it is
associated with a low air density (see fig. 6). In the vicinity of

= 1.0, the local Reynolds number for both the constant o (a ~ 5.3°)
and constant G (G = 10) cases is substantially lower than for the
modulated roll case (G =10 g's and a« = 5.39). This illustrates e dis-
advantage of using modulated roll. The high local Reynolds number for
modulated roll is associated with the combination of the high air den-
sity and the 5.3° angle of attack at V =1.0. The effect of angle of
attack on the ratio Rel/Re is discussed in appendix D. 1In general,

for the flight paths considered, it appears less difficult to achieve
low local Reynolds number at supercircular than at subcircular speeds.

The constant a, constant h, constant Re, and constant G flight
paths show rather small variation in Re; with V and little variation

among the several flight paths over the speed range from V=30 to
0.8. In this speed range the general level of the local Reynolds number,
O.7Xl06, suggests an extensive run of laminar boundary layer on the ve-
hicle 1is possible.
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Heating rate. - The values of the heating rate q shown are for a
vehicle density pp = 20 (1b)(ft-3) and apply to the swept leading edge

(A = 60°) (note that, in column 10 of teble I, W/RyA = 2p¢). For all

cases except constant §, values of § increase with increasing V.

The temperature limits of presently known materials (e.g., ceramics) are
sbout 4460° R. By equation (16) this corresponds to

q = 190 (Btu)(ft-2)(sec=l). For this value the best case, constent a,
shows that entry velocity ratios V up to 1.3 may be possible with
rediation cooling, for the present vehicle and flight path. (The flight
path and vehicle design shown do not yleld the lowest possible radiation
temperatures.) For entry velocity ratios greater than approximately 1.4
radiation cooling is probebly not possible, and hence there is interest
in the total heat input to the vehicle.

Meximum entry velocity. - From equation 4(a) for Gy = 10 g's and
the meximum velues of Cp/Cgp shown in figure 2, it can be determined

that entry velocities of 2.8 times circular are aserodynemically possible
with a vehicle with an (L/D)max of 1.0. Still higher entry velocities

are possible with a vehicle with a higher (L/D)g-

Summary of point functions. - The more important conclusions from
the discussion of the point functions may be summarized as follows:

(1) All the flight paths considered except constant { are or ap-
proximate physically possible flight paths.

(2) For Gy = 10 g's and (L/D)pay = 1.0 or 2.0 the assumption of
Cr» Cp, and CD/CR constant is a valid approximation up to an entry
velocity ratio V of about 2.25.

(3) With the vehicle designs and flight paths assumed, radiation
cooling appears impossible for entries at supercircular speeds corre-
sponding to V > 1.4. Hence, the total heat input into the vehicle is
important.

(4) The local Reynolds number for many of the flight paths of in-

terest is about 0.7x106. This value suggests the possibility of a
laminar boundary layer.

Total Heat Input

For the assumptions of laminar boundary layer and hot-gas radiation
negligible because of low vehicle surface angles and with heat input to
base and lee regions neglected, the total heat input to the vehicle is
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glven by the sum of columns 17 and 18 of table I or II. The total heat
input depends on many factors, and these may be categorized as follows:

(1) Factors that depend on the flight plan:_ terms in braces or in
column 2 that define the variation of G with V and the terms in
brackets in columns 15 and 16 that depend on the initial and final veloc-
ity of the deceleration flight path.

(2) Factors that depend on the vehicle design: vehicle density,
Pgs gross weight, W; wing loading, W/A; and wing sweep angle, A.

(3) Factors that depend on both vehicle design and flight plan: Cp
and L/D or CD/CR and Cr. These depend on design through the con-

figuration meximum lift-dreg ratio and on the flight plan through the
operating lift-drag ratio or angle of attack.

The heat input along families of flight plans related in two ways
tc the curves of figures 6 to 11 will be considered. For the first family
the flight plans start at various points along the curves of figures 6 to
11 and the flight path then follows these curves. The second family is
defined by the condition that, at the initial velocity V;, the initial

G load Gy 1is 10 g's.

Figure 12 considers the first family of flight paths, which have in
common & net acceleration of 10 g's at V = 2.0, and presents the heat
to the windward side of the vehicle Qw and the total heat input Q

(the sum of the heat inputs to the windward side and to the leading-edge
region) as a function of Vy. Though not shown by the curves, from the

equation of tables I and II, the heat input Q equals zero for Vi = 0.

Each point in figure 12 can be interpreted as giving the heat input
for a complete "deceleration flight path" having a terminal velocity of
zero and the initial velocity and initial G given by figures 6 to 11.
The history of the flight is also given by figures 6 to 11. For the
supercircular speed range the flight paths in order of increasing total
heat input for a given Vi rank as follows: constant G, modulated

roll, constant Re, constant h, and constant a. At Vi = 2, the con-
stant o case has about twice the heat input of the constant G case.

The curves of figure 12 can also be interpreted to show the distri-
bution of heat input as a function of V. For example, for a flight
starting at any initial velocity, the contribution to the heat input in
decelerating from V = 0.5 to O is given by the Q@ at V = 0.5. With
this interpretation for all the flight plans the heat input for decelerat-
ing from V = 0.5 to O is generally an order of magnitude less than the
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total heat input for decelerating from any supercirculer speed. A precise
determination of the total heat input at the low speceds is not essential
to an accurate estimate of the total heat input in decelerating from
supercircular speeds. Thls implies that neglecting the low-speed anom-
alies previously discussed in regard to the point functions has little
effect on the accuracy of calculating the total heat input for the de-
celeration from supercircular speeds, and therefore these anomalies have
been neglected in the present calculations. For most flight paths the
total heat input to the windward side of the vehicle is about 15 percent
of the total heat input, for a vehicle with an (L/D) .. of 1.0.

The second family of deceleration flight paths considered is shown
in figure 13. Each point in the figure represents a complete decelera-
tion flight path having the V; gliven by the abscissa and Gy = 10 g's.

The values for Vi = 2.0 for all the flight plans and for the complete

curve for constant G are the same for figures 12 and 13. In the super-
circular speed range the flight paths generally rank in the same order

as for the preceding family of curves. The equati.ons for the constant a
path are of questionable accuracy for the very low L/D's (L/D < 0.03)
that result for V; close to unity, and hence results are not shown at

V less than 1.2.

The relation of the ablated weight to the total heat input is given
by equation (26). An sblat.on system based on the extrapolation of the
data of references 14 and 15 to the conditicns at supercircular speeds
and a system utilizing the boiling of lith.um (ref. 16) both indicate
the possibility of an effective heat-ubsorbing capacity of about 10,000
Btu per pound of ablated weight. Using this value for C 1in equation
(26) for V4 = 2.0 and Gy = 10 g's gives values of the ablated weight

as a fraction of the vehicle gross weight of 0.03: and 0.085 for the
flight paths of constant G and constant a«, respectively. Halving the
value of C would double the ablated weight. From the consideration of
the ablated welght it is concluded that entries at V = 2.0 and greater
are feasible.

The distribution of heat between the windward side and the leading
edge of the vehicle depends on the G 1load, as illustrated in figure 14
for a family of constant a flight paths with V; = 2.0 and for a ve-

hicle with an (L/D) o, of 1.0. As the initial G load decreases, the

vehicle angle of attark and initial flight altitude must increase to
satisfy equations (4a) and (5). Because of the assumption of constant
Cg and CD/CR the other flight plans cannot be considered over this

wide a range of G or ao. The curves show that the heat input to both
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the leading-edge reglon and the windward side of the vehicle increases
with decreasing G loed. Reducing the initial Gy from 10 to 4.25 g's

about doubles the total heat input. The value Gy = 4.25 g's 1s the

minimum at which the constant o path can be initiated. Also the pro-
portion of the heat input to the windward side of the vehicle increases
from about 19 percent at Gy = 10 g's to 47 percent at Gy = 4.25 g's.

The increased angle of attack accounts for the increased proportion of
heat to the windward side of the vehicle.

While the heat input for the constant o, Gy = 4.25 g path is 2.2
times that for the constant o, Gy = 10 g path, it is 4.9 times larger

than that for the constant G = 10 g path. This indicates the importance
of both the G 1level and the type cf deceleration flight path to the
vehicle heat input.

Figure 14 also shows the Reynolds numbers at Vi = 2.,0. Decreasing

the G 1load decreases the free-stream Reynolds number almost directly,
as would be expected from equation (18) (for constant Cg). Increasing

angle of attack, however, increases the ratio of local to free-stream
Reynolds number (see appendix D), so that decreasing G; has essentially

no effect on the locel Reynolds number.

Control of Landing Location

One of the practical requirements that may be placed on an entry
vehicle is that it have the capability of landing at a predesignated
location. The problem of achieving a low total heat input on a flight
path that will also yleld control of the landing location can be studied
to a first-order approximation with the present solutions.

To land at a predesignated location requires control of motion both
down and cross range with respect to the Earth's surface. By column 14
of table I the down range for the constant a case is indefinitely large.
For this case the analysis implles that at V = 1.0 the vehicle glides
up out of the atmosphere into an orbit of indefinite duration. (The de-
tails of this maneuver are not defined by the equation. If the vehicle
exits from the atmosphere at a small angle as indicated by fig. 6, a
small rocket may be required to "circularize" the orbit, and then a second
small rocket may be required to initiate reentry.) Cross range movement
may be obtained by waiting for the Earth to rotate through the plane of
the orbit If, for example, the vehicle had glided into a polar circular
orbit, all of Earth's surface passes through the plane of the vehicle in
1/2 revolution of Earth or in 12 hours. This time corresponds to about
8 vrevolutions of the vehicle about Earth. A down-range capability of 8

TANT=T
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revolutions thus yields a control of cross range. With the aerodynamic
cross-range capability such that half the distance between the traces on
the Earth's surface of two successive orbits can be traversed during the
deceleration from the circular orbit, the vehicle can potentially land
at any predesignated location.

The present discussion deals with the down range and total heat in-
put for some possible flight plans that_include control of landing loca-
tion by control of the flight through V = 1.0. The flight plans con-
sidered are illustrated in figure 15 in terms of the G history against
V. The flight paths are composites of the constant G and constant a
flight paths, and all begin at V = 2.0 with an initial deceleration of
G =10 g's. Figure 15(a) shows the constant a case modified by a con-
stant G segment through V = 1.0. The magnitude of the deceleration
during this constant G segment is designated Gpy,, because it is the

E-1001

minimum deceleration that occurs during the deceleration. Then Gpip
can be considered an independent variable. For Gy i, = O the general

path reduces to the constant a case and for Gyin = 10 g's to the con-
stant G case.

The variation of Q and range with Gpy, 1s presented in figure
16. The minimum Q and range occur for Gmin = 10, and the values are

530 Btu per pound of gross weight and 0.032 of the Earth circumference,
respectively. The maximum Q and range occur at Gpy, = 0. At

- Gmin = O the value of Q 1is a little more than twice the minimum, and

the range is indefinitely large. These data show that increased range
results in an increase in total heat input and that the meximum total
heat input is finite and occurs for an indefinitely large range.

Figure 15(b) illustrates a family of flight paths, all of which,
according to the present_analysis, have indefinitely large range. The
deceleration begins at V = 2.0 along a constant G path. At a speci-
fied velocity designated V,  the flight path is changed to a constant «
path, which yields an indefinitely large range. With V& considered an
independent variable, for V& = 2.0 this case reduces to the constant «

case previously considered. Figure 17 presents the total heat input
plotted against V_ . Decreasing V  reduces the total heat input. At

Vo, = 1.3 the total heat input is 32 percent more than the value for a

constant G of 10 g's, compared with 120 percent more for V_ = 2.0,

which is the constant o case.

To obtain control of the range the flight paths of figure 15(b),
like those of figure 15(a), can also be modified by a constant G segment
through V = 1 as shown in figure 15(c). From the discussion of the
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flight paths of figure 15(a), it can be concluded that the heat inputs
for the flight paths of figure 15(c) will fall between the two curves of
figure 17.

Several comments about the limitations of the present range control
calculations may be made. The composite flight paths considered in this
section have mathematical discontinuities in flight-path angle at the
Junctions of the various types of flight paths, so that some transition
maneuver is required. The details of the transitions, however, are not
expected to have a significant effect on the total heat input to the
vehicle.

The details of the flight path through ¥ =1.0 for the constant
a flight plan and the determination of a minimum permissible value of

Vo, Dboth require a more detailed study than can be made with the present

assumptions.

Generalizing the Results with Respect to Vehicle
Gross Weight and Vehicle Density

The numerical results for the heat input have been calculated for
a8 specific vehicle with a gross weight of 10,000 pounds and a vehicle
density of 20 pounds per cubic foot. With the assumption of a laminar
boundary layer for all vehicles, these results can be applied to vehicles
of different gross weight and average density by the following reasoning.
Consider the results of columns 17 and 18 with the substitutions given at
the bottom of the table. In the present application the product
(CD/CR)CR is approximately CD,o’ For configurations like that of fig-

ure 3, the drag coefficient at o = 0, CD,o’ depends only on the vehicle

proportions, that is, on the thickness ratio d/c and sweep angle A,
if the contribution of friction is neglected. The contribution of fric-
tion is small for the low L/D configuration considered in this report.
The Q/W for a configuration with (L/D)pax = 1 but with any given

welight and fuselage density may hence be estimated from the curves of
this report by the relation:

3 @), () e

CONCLUSTIONS

An approximate analysls of flight paths for the descent from cir-
cular and supercircular speeds has yielded closed-form solutions for the
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following flight-path characteristies: altitude, 1lift coefficient, G
load, path angle, free-stream and local Reynolds numbers, heating rate,
heat input per square foot, total heat input to the vehicle, range, and
time of flight. The heating analysis considers separately the heating
of the leading-edge region and the windward side of the vehicle. The
six deceleration flight paths considered are constant values of altitude,
angle of attack, @ load, heating rate, and free-stream Reynolds number,
and a case of modulated roll. Limitations on altitude, G load, 1lift
coefficlent, and Reynolds number have been considered. The following
conclusions may be drawn:

1. Of the flight paths considered, all except the constant-heating-
rate path stayed within the following physical limitations: Altitude
greater than O, net acceleration G equal to or less than 10 g's, and
1ift coefficient less than 0.9 for flight- to circular-velocity ratios
equal to or less than 2.0 and a vehicle maximum lift-dreg ratio of 1.0.
Entry velocity ratios up to 2.8 are aerodynamically possible.

2. Changing the type of flight path or the G level of the flight
path has little effect on the value of the local Reynolds number, al-
though the value of the free-stream Reynolds number may vary a large
amount. For the present examples the value of the local Reynolds number
is about 0.7x106, a value for which one can be hopeful of achieving a
laminar boundary layer.

3. The flight path with the minimum total heat input is the one with
the highest allowable G 1load.

4. With a laminar boundary layer and a maximum deceleration of 10
g's, entry veloclties of twice circular and higher appear aerodynamically
and thermodynamically feasible for & vehicle with a maximum lift-drag
ratio of 1.0. About B85 percent of the total heat input to the vehicle is
to the leading-edge region. The ablated weight is estimated to be about
S percent of the vehicle gross weight to decelerate from twice circular
to zero velocity along a constant 10 G path. A constant-angle-of-attack
path with an initial G 1Jload of 4.25 g's has a heat input 4.9 times
higher than that of the constant 10 G path.

5. For an initial velocity of twice circular, incorporating landing
point control into a constant 10 G path by controlling the flight path
in the vicinity of circular velocity increases the heat input about 32
percent .

6. For a delta wing vehicle for which the useful volume is the
volume in the wing, the heat input per square foot varies directly with
the one-half power of the average fuselage density and inversely with
the one-half power of the G load and resultant force coefficient. For
vehicles of this type, with the same sweep back, the total heat input
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varies inversely with the one-half power of the G load, the one-third
power of the gross weight, and the one-sixth power of the vehilcle average
density and drag coefficient.

Lewis Research Center
National Aeronautics and Space Administration
Cleveland, Ohio, August 7, 1961
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APPENDIX A

SYMBOLS

reference area for aerodynamic coefflcients, plan area of
vehicle (see fig. 3), sq ft

projected frontal area of vehicle (see fig. 3), sq ft
span of vehicle (see fig. 3), ft

effective heat-sbsorbing capacity of ablation heat protection
system, Btu/lb

aerodynamic drag coefficient,

i ye
> pV<A

serodynaemic drag coefficient at zero lift
friction coefficient, dimensionless

camponent of aerodynamic 1lift coefficient in vertical direc-

tion, I—EL——

3 pVeA
total aerodynamic 1ift coefficlent
pressure coefficient, 2(p, - p)/pV2
specific heat at constant pressure, Btu/(slug)(°R)

aerodynamic resultant-force coefficient

W

-

CpeA
2BW
root chord of vehicle, ft

leading-edge axial force coefficient,
leading-edge axial force % szAf
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)

leading-edge drag coefficient,
leading-edge drag/% szAf

leading-edge 1ift cocefficient,
1

leading-edge 11ft/§ oVEA .

leading-edge normal force coefficient,
leading-edge normal force/% szAf

general wing chord, ft

aerodynemic drag, lb

thickness of vehicle (see fig. 3), ft

see column 19 of table I

linear distance along streamline from leading-edge stagna-
tion point to end of leading-edge region (beginning of
windward side) (see fig. 3), ft

net acceleration, g's

acceleration due to gravity, essentially the planet surface
value, f'l:/sec2

see column 19 of table I
altitude, ft
total enthalpy at edge of boundary layer, Btu/1b

wall enthalpy, Btu/lb

heat-transfer coefficient, Btu/(sq ft)(sec)(°R)
mechanical equivalent of heat, 778 ft-lb/Btu

see eq. (7a)

see columns 11, 17, 18, and 19 of table I

component of aerodynamic 1ift in vertical direction

total aerodynamic 1ift, 1lb force
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(L/D)max
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Q

No

e

Re
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lift-drag ratio

(LB/D)max

distance along leading edge of wing (see fig. 3), ft
Mach number, dimensionless

entry vehicle gross mass, slugs

exponent defining variation of altitude density with V for
general flight path of table I

static pressure, 1lb force/sq ft
Prandtl number, dimensionless

total heat input, Q; + Q,, Btu

total heat input to leading edge, Btu
total heat input to windward side, Btu
heat input per square foot, Btu/sq ft

dimensionless function Q of ref. 4, proportional to total
heat input per unit area for laminar flow

dimensionless function E of ref. 4, proportional to heating
rate for laminar flow

heating rate, Btu/(sq ft)(sec)

dl at MO0, maximum heating rate on swept leading edge (see
fig. 3 for A), Btu/(sq ft)(sec)

range, ft

leading-edge radius, ft

gas constant, 1716 ft-1b/(slug)(°R)
free-stream Reynolds number, dimensionless

Reynolds number at outer edge of boundary layer, dimension-
less
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St

<J

radius of planet, ft

Stanton number, dimensionless

total temperature, °R

static temperature, %R

flight velocity, ft/sec

camponent of velocity normal to leading edge (see fig. 3)
camponent of velocity normel to any surface (see fig. 3)
ratio of flight to eircular velocity, V/ gr, dimensionless

dimensionless velocity at which change from constant G to
constant a type of flight path occurs

entry vehicle gross weight, Earth 1b

wing loading, Earth 1b/sq ft

gblated weight, Earth 1lb

distance fraom leading edge in stream direction, ft
coordinate systems on vehicle (see fig. 3)

angle of attack with respect to free stream
cross-flow angle of attack (see fig. 3)

exponent describing exponential variation of density with
altitude in equation ng = e'Bh, £t (p~L = 2.35x10% ft
for Earth)

ratio of specific heats, dimensionless

angle of surface with respect to free-stream direction

emissivity, dimensionless

roll angle (see fig. 1) (zero for lift in vertical plane di-
rected upward)

conductivity, Btu/(ft)(sec)(°R)
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Subceripts:

aw

e

i

1

max

min

SL
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gecmetric leading-edge sweep angle (see fig. 3)
effective sweep angle (see fig. 3)

leading-edge radius coordinate angle (see fig. 3)
viscosity, slugs/(ft)(sec) or (1b force)(sec)/sq ft

exponent defining variation of laminar heating rate with wing
sweepback angle

atmospheric density, slugs/cu ft

average entry vehicle density, Earth 1b/cu ft

average entry vehicle density, slugs/cu ft
Stefan-Boltzmann constant, 0.48x10-12 Btu/(sq ft)(sec)(°R%)
time, sec

flight-path angle with respect to local horizontal
(see fig. 1)

leading-edge surface angle (see fig. 3)

1

adiabatic wall

at edge of boundary layer

beginning of deceleration flight path
leading edge

maximum

minimum

general subscript for summation in appendix B
sea level

stagnation point

lFlight quantities of M, p, &, Re, t, t/T, V, vy u, and p with

no subscript or superscript are free-streem values.
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w windward side of vehicle

W wall

v vertical component of flight velocity

1,2 stations along deceleration flight path

Superscript:l

* reference condition in "reference temperature" or "reference

enthalpy" method of calculating heat transfer

lFlighL guantities of M, p, ®, Re, ¢, t/T, V, ¥5 4y, and p with
no subscript or superscriplt are free-stream values.
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APPENDIX B

VEHICLE AERODYNAMICS

The vehicle aerodynamics are estimated by assuming hypersonic flow

and using the approximation to the leading edge of the vehicle shown in
figure 3.

The pressure coefficient on windward surfaces is in general

2
Cp = (v + 1)sin® = (v + 1)(‘-,‘71-\'-) (B1)

and for a surface on the leading edge

2
v
Cp= (v + 1)(15) |cos(w - a,)|cos(w - a) (B2)

In equation (B2) if Cp 1is positive, the surface is windwerd, if

negative, the surface is leevard. The pressure coefficient on leeward
surfaces is assumed to be zero (rather than the velue given by eq. (B2)).
From figure 3

2

v
(Tf) = sine + cos®a cos?A = 1 - cos®a sin®A (B3)
and
a. = arc tan 20L& (B4)
(G cos A

Equation (B2) hence becomes

_ - 2 2 - tan a - tan q
Cp =(r+1)(1- cos®. sin®A) cosén arc tan EEE;TK) coan arc tan —= A)

(B5)

For a leading edge composed of multiple flat surfaces of equal width, the
axial force coefficlient of the leading edge using the projected frontal
area of the vehicle as a reference aresa is
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n

2 CP,n cos w,
cp = = (B6)
25 coe thy
Similarly the normel force coefficient for the nose is
n
Z cP,n sin @,
L (87)

CN =
cos Ai cos &y,

1

The contribution of the leading edge to the drag and 1ift, from the re-
sults of equations (B6) and (B7), is

¢y = ¢, cos a + oy sina (B8)
e, = ¢y cos a - ¢y sina (B9)

The total 1ift and drag coefficients of the vehicle based on the refer-
ence area of the vehicle (see fig. 3) are then

Ap
CL,e = (r + l)sinza. cos a + ¢, 4 (B10)
Ap
Cp = (v + 1)sinda + cp & (B11)

wvhere the first terms on the right side of the equations are the contri-
bution of the reference area A to 1lift and drag coefficients, and the
second terms are the contribution of the leading edge.

If one considers a family of vehicles having the general plan form
shown in figure 3, that is, having the same sweepback angle but various

valu.s of c/d, or what is equivalent, various values of (L/D)ma.x’ then

the following relation may be derived for low angles of attack:
A
£
o ~Cp,0=%,0 %

T00T-4
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where °p,o is a constant for a given sweepback angle. From equation
(E1)

Ap = bd

go that

%§=z%m=0mnmt (B12)
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APPENDIX C

WINDWARD-SIDE HEATING ANALYSIS

A simple analytic expression for the laminar heat transfer to the
windward side of the vehicle at high velocities is developed herein.

Off the stagnation point for moderate angles of attack the heat
transfer to the windward side is analyzed using an approximation to the
"reference temperature" (ref. 9). The relations required are:

q = h(tg, - tg) (c1)
h
p*VeCp
Cr 2/3
St = -E' (PI‘*)- (CS)
= N
Cp = 066440 (c4)
g — V2
by = t+ VPT 2T ~Pr 2C7 (¢s)
p*c*
* o B
Pr* = — (ce)
t* = tg + 0.5(tg - te) + 0.22(ty, - te) (c7)

Assuming ty << tg, and combining equations (Cl) to (C5) yield

0.166 PV u*

i, 2
1= 0167V x

v

(ce)

The three terms in the numerator of the square root term of equation
(C8) may be evaluated as follows, as an approximation of Southerlend's

TO0T-&
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viscosity equation for high temperatures (ref. 17, eq. (A3)):

3/2
*
u* = 2,27x10°8 tt 755~ 2.27x10-8 £¥1/2 (c9)

The reference density is given by

Pe ¢

P¥=p T ¥ (c10)

ct

At moderate angles of attack, by Newtonian aerodynamics,

Ve =V cos a (c11)

The terms t* and pe/p in equations (C9) and (C10) must now be
evaluated. In equation (C7) for low and moderate angles of attack, tg
and (tz - to) are small compared with (tg, - t.) and t,,, so that equa-
tion (C7), combined with equation (C5), becomes

o= 2
t* > 0.22 t,, = o'llc gr v (C7a)

From hypersonic aerodynamics

Pe 1 2
Cp,e = (—p— - ) T__Mz = (v + 1)sin"a (C13)
2

where at supercircular speed (M > 25) and for moderate angles of attack
pe/p >> 1.0. At the low angles of attack where the assumption produces

meximum error, the heat input to the windward side of the vehicle is gen-
erally small compared with the heat input to the leading edge (see fig.
14). The error in estimating the total heat input to the vehicle can
thus still be small at small angles of attack. Then, since

W o L
- o

equation (Cl3) becomes

Pe

2 2
+
1+ r—%—l %E sinfy = I—E—i %{ sinZo (Cl4)
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Making the appropriate substitution in equation (C8) gives

gr (C15)

0.166 le. z7x10'841 + 1 pVve cos o sin 2

JO 75p#0. 292v F

The following values are assumed to be constants:
Yy=1.2

R = 1716 ft-1b/(slug)(°R)

Cp = ml:ﬁ = 13.2 Btu/(SluS) (OR)

J = 778 £t-1b/Btu

From the hypersonic aerodynamics of the configuration, equation
(Bl11), and equation (6)

L La y+1 2 .2
e 7 pV® sin“a cos a (c1s)
c

where

-1/2
k, = (1 + ArL ) (C17)

Aly + 1)sin% cos a

so that equation (C15) becomes, with the assigned constants,

s -8 F2
4, = 1.5%10 kcgr%v (c18)

The absolute value signs are used to indicate that the heating is real
and positive irrespective of the sign of L and cos 6. By use of the

value of % %% given in column 6 of teble I, one may solve for L in

equation (4b) and substitute in equation (C18) to arrive at the results
given in column 10 of table I. For example, for the constant Re case

TOOT-&
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with 6=0

) W
4, = 1.50x10 ekcgs/zr%Vl - V2 - ¥z, V2=10.2 X, Evl - V2 - kg VP
(c19)

The term kg is the ratio of the 1ift produced by the vehicle wind-

ward side to the sum of the windward-side and leading-edge 1ift. Approx-
imately, for angles of attack from 0° to 15°

=1/2
s L/ 1 /
c - A d(sina) (y + 1)sin a

where ch/d(sin a) is approximately constant and depends on the sweep

angle. For the present configuration with A = 60° and
der/d(sin a) = 0.88, Ag/A = 0.569, a = 5.39, and k, = 0.535.

The term k., in general, varies over the flight path. For super-

circular entry velocities a conservative estimate of the heat input is
obtained by evaluating k. at the maximum velocity. This 1s done in

the present calculations. The value of ke approaches unity and con-
stancy for small values of Ap/A or high values of (L/D)_ .-



APPENDIX D

METHOD USED FOR CALCULATING RATIO OF LOCAL
TO FREE-STREAM REYNOLDS NUMBER

The procedure for calculating the local Reynolds number at super-
sonic speeds for cones and wedges with unswept edges is presented in
reference 18. A relation for calculating the local Reynolds number at
hypersonic speeds for the case of a flat plate at angle of attack with a
swept blunt leading edge is developed herein. The nomenclature is illus-
trated in figures 3 and 18.

At a station sufficiently far downstream from the leading.edge,
where the surface static pressure for a blunt body is approximately that
for a nonblunt body, the ratio of local to free-stream Reynolds number
per foot or for the same length may be written

0

e

o~
©

v
L (p1)
e p Vv He

0

In equation (D1) the velocity ratio is taken as the Newtonian value,

Ve
V = CcOs a (DZ)

The viscosity approximation is the same as that used in equation
(c9),

hg = 2.271078 té/z (D3)
where for this case
-1
Pe\
te = tgl — (D4)
Ps
where
V2 cos®A ye coszAc
= t-
ts =t + 355 270 - (ps)
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Hence equation (D3) becomes

-1
Vcos A p 2
B = 2.27X10™0 (2 (D6)
e _‘/ C
P <]

The term pe/p in equation (D1) may be written

p_?. = .p_s O_e (D7)
. P P pg
and equation (D1) then becomes
— D 3y
Re b cos a~/2JC_ =2 f 2
Re ~ 2.27%10-8 T+/gr cos A\,

The ratio pe/ps may be written by use of the perfect gas law as

N ARC R

Hypersonic aerodynamics gives (see also eq. (Cl4))

pe + 1 Vz 2
-_— + Y=LV
> 1 = F% sin (D10)
and
.I—)E =1 + Ll .V_E (\oszA a~ L:—J; v—z' QOSZA (Dll)
P 2 /Rt ¢ 2 Rt ¢

where the approximation is valid for sweep angles less than about 87°.
From figure 3 (see also eq. (B3))

coszAc = (1 - sin®A cos@a) (p12)
The density ratio across the shock at the cross-flow stagnation point is

Pyg - + 1

o 7 -1

:

(D13)
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With the appropriate substitution, equation (D8) gives finally

%

P
Rt 2
r+ l) + sin ;1
Re, U cos aq/ZJCp —5 (r + L)V2

Re  5.27%108 T+/ar(1 - einA cosZa)l/?| 1 - sin®A cos?a J

(D14)
The following values were assumed in the present calculations:

v =1.2

R = 1716 f£t-1b/(slug)(°R)

Cp = FETy = 18-2 Btu/(slug) (°R)

t = 500° R
u=0.3710"8 (1b force)(sec)/sq £t
J = 778 £t-1b/Btu

The term V is the independent variable, and o 1s determined by the
1ift coefficient (column 7 of table I) and the vehicle aerodynamics.

This calculation takes no detailed account of the boundary-layer
history on the leading edge of the vehicle.

Typical curves of the ratio of local to free-stream Reynolds number
are shown in figure 18 as a function of angle of attack for several
values of V. Both V and angle of attack have a strong effect on the
Reynolds number ratio.

T00T-d
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APPENDIX E

INTEGRATION OF HEAT INPUT OVER VEHICLE

The vehicle geometry over which the integration of the locel heat
per square foot q 1s carried out is shown in figure 3 together with
the symbols and coordinate systems used. The constant Re case is used
as an example.

Vehicle Geometry

The following approximate relations can be derived from the vehicle
geometry:
2 N
A = l bc = -—c—-— = w = m
2 tan A~ W/A T m/A

WE 1/2 m
Ap=bd= 2| A N -
£ pg \tan pp\tan A

pf(w tan 1&)172 } (E1)

b= 21 cos A

tan A)l/ e

¢= \wa

= 2p!

_L = 2p or -31—
RNA £ RNA g
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Integration Over Leading-Edge Region

The integration over the vehicle is divided into two parts, that
over leading-edge regions, and that over the windward side of the ve-
hicle. To illustrate the integration over the leading-edge regions, q;

may be taken from column 15 of table I (hence the subseript 15 on k) or

the integration of equation (37) and written as
v/e
q; = k5[l - sin2A cos@a] / cos A

where for constant Re

05
3
kye = 12.1X10 " '
CRV
The general form of the integration desired is (see fig. 3)

_z// q;Ry dA 41
(

n/quc

Carrying out the interior integration and using equations (El)
yield

v/2e
Ql = klsd E.- sin2A cosza] / (1 + cos ac)dl

where from figure 3

tan a
cos A

ae = arc tan

Equation (E4) mey be written

1
Q = 2k15d/ ky cosVA dl
0

(E2)

(E3)

and (E2)

(E4)

(ES)

(E6)

—_— - -
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where

v/ 2
{l - sin®A coszq.} / é + cos arec tan(-t‘—aln—“’j}
cos A

(E7)

X, = ,
l 2 cos’A

For a=0, k; = 1.0; for a=12° v = 1.5, and A = 60°%, k; = 1.05;

thus, for the integrations over the flight paths for which the angle of
attack is small, k; 1is assumed to be unity. For the constant a case,

which is used at higher a, k; 1is a constant and may be evaluated. With
k; & constant and by use of equation (El), equation (E6) can be written

b/2
Qy = kygk;d cos(v=1)A / ab (E8)
0

so that finally integration gives
Q = 3 kygkybd cos(V1A = 2 KygkyAp cos(V-1)A (E9)

Writing this result in terms of the gross weight and wing loading, by
using equation (El), yields

W Pe tan A

or

Q, kigky cos{v=1)a /A 1/2
m - pi. tan A)
and substituting for k¢ (eq. (E2)) and for W/RNA from equation (El)
results in

Q1 —( W/A 1/2
= -Jz( ) (E11)
12.1x10%k; cos' VLA pet tan Af Gy

SRS
:UON
o
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or
725 2.
Q, _‘/5( m/A )1/2 2.5
‘m tan A
21.9x10° mgr /2k cos(v -1) Pyl tOB

Compering equations (E2) and (Ell) yields

'\/—kl cos(v l)A

(E12)
(l- sineA cos a)v/z cos A (p tan A)lfz

e

Equation (El12) results from an integration over the vehicle and hence
is true for all flight paths. It is listed in column 17 of table I and
& similar relation is given in teble II.

Integration Over Windward Side of Airplane

For this case q, may be taken fram column 16 of table I (hence

the subscript 16 on k) or the integration of equation (28) and may be
written as

k.
= _].'.§. (ElS)

%

vhere, for example, for the constant Re case for V> 1,

[(Vz = kaf/z]il
3 -
2

kyg=8.2¢10° k, {g =

G
CGR¢—=
‘R T[CRV
The integration desired is ther (see fig. 3)
/2 ¢

dt d
= El4
Q"’ ZRlG -/ £ -n tan A ( )

0 f4n tan A

TO0T-dA
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The integration results in

N AP CPTNE [

Equation (E15) may be written

3/2
_ 8 o
% = 3 Xl6%w Tan A (E16)

where, using equation (El),

e - 730"

C C

In terms of gross weight and wing loading and by use of relations from
equation (El),

1

% - 3 M6k 577 (E18)
G) (W tan A)L/4
Substituting for k,g (eq. (E13)) gives
Vl
(Ve -1 + 1%3)3/2]
3
QW 8 1 _,Vz
= 7 Kyke — (E19)
8.2X10%w 3 % G W 1/4
q CR{QV} (K W tan A)
Comparing equations (E13) and (E19) gives
QW 9y 8 ky
w - :, 3 171 (E20)
Ax (K W tan A)

Equation (E20) holds for all flight paths and is given in column 18 of
table I. A similar result is given in table II.
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From section AA of figure 3 the ratio f/c mey be written approxi-
mately for small angles of attack as

oir
w]

n RN 1 4
= _c'[l ts AT c"“3] (B21)

and by use of equation (ES5)

el (oY

%
= 4= - = arc tan (E22)

RN 1 4 tan o

[l TS AT w cos A]
For the configuration used as an example in this report to generate
numerical values, Ry = 2.06, ¢ = 14.5, and A = 60°. For o = 0° and

5.39, f/c is 0.34 and 0.31, respectively. The corresponding values of
k, (eq. (E17)) are 0.48 and 0.49, respectively. Note that k, does not

vary significently for small changes in o, and hence it 1s assumed to
be constant. A value of 0.49 was used for the calculations presented.

The most desirable form of scme of the terms in equations (Ell) and
(E19) depends on what information is known. The following useful alter=-
nate forms mey be derived if the parameter W/A is eliminated by use of
one of the equations (El):

W tan A\L/2 1/3
(Pf : :n ) . (_% tan A) wi/3,1/6 (E23)
W 1/4  tanl/3p 1/3 1/6 \
(K W tan A) = (—C/E)—ﬂg W pf (E24)

The term c/d depends on the vehicle sweep angle and maximum lift-drag
ratio. For the present examples with A = 60%, c¢/d = 3.51 and 21.7 for
maximum lift-drag ratios of 1 and 2, respectively. Still another inter-
esting form of the results of columns 17 and 18 may be written using the
results of equations (E23), (E24), and (B13). For vehicle operation at
low angles of attack where CR ~ CD ~ CD,o’ which is approximately the

same assumption mede to arrive at the results of columns 17 and 18,

W tan A\Y/2 |
NN (D_SW;_) = c]l)/ 6L/ spiﬁ/ ®(2cy tan a3 (E25)

TOOT-¥
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(‘é W tan A)l/ ‘. cll)/ 6yl/ 69%/ 6 *(s::]l)g 3A6 (E26)

where Sy is constant for a given sweepback angle.

An example of the significance of this result is the following. For
a family of vehicles having the same sweepback angle, gross weight, and
fuselage density, the totel heat input to the vehicle leading edge varies
as

Q ~ c—gﬁ (E27)

(by the results of column 17 and eq. (E25) for k, = Constant). On the

other hand (by column 15) the heat input per square foot to the leading
edge varies as

1
q @g (E28)

Thus the change in the total heat input to the vehicle 1s much less
sensitive to changes in Cp (or (L/D)max) than is the heat input per

square foot.
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APPENDIX F

CASE OF CONSTANT ANGLE OF ATTACK

The determination of the term % %% is more difficult for the case

of constant angle of attack than for the other flight paths. However,
the solution of this case permits a check on the accuracy of the results
of the present analysis by comparison with the numerical integrations of
references 4 and 13. The equations to be manipulated are repeated here

.]:.Q.Y.-_GC_D. (3)
g dt Cr
‘% = . Vdp
=1 -V +X
G % Z at (4a)
=2
_ CpeV Agr (5)
—T
o - CDgVA gg (19)
2BW 4T
Using the mathematical identity
Vdp _Vdgpav
LA Ydedy F1
gd gdvd'l' ( )
and equation (3) permits equation (4a) to be written
52
G = l-V_ (F2)

()

Solving equation (5) for p, by use of (F2) for G, yields

T -1
)

T00T-d
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where
- W
c‘J = o) (F4)
CrAgr 5;
Differentiating equation (19) gives
gﬂ = c¢<§2 4+ 7 -_%) (Fs)
av
where
_ CpehA
Co = Zpu (Fe)

The term dg/dV can be eliminated between equations (F3) and (FS) to
yield a single differential equation for which a solution must be found.
Herein, however, a solution to equations (F3) and (F5) was found by
successive approximations. For a first approximation the flight-path

angle is assumed to be a constant CE% = O). Then from equation (F3)

2C
. .2 (F7)
av Vo
and
2 6C
e v4
and equation (FS) becomes
4C
9 _ o _ & _ (F9)
T Brvs%

The value for dg/dV given by equation (F9) may now be introduced into
equation (F3) to obtain a second approximation. Thus,

-1
o = cp(v_i2 - 1) (1 + ;_k-é) (F10)
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where

= 4
pr(L/D)?

Repeating the steps of equations (F7) to (F9) results in

d -2 -1
L= Qﬁi-l(l+l‘-) --2—<1+-1—‘-> (F12)
av P {'\73(?2 72 7o 72

2 2 -3 -2 -
% _ ¢ BL.L_1(1+£ _ekf1 (“1) +i(l+_k_)
ave P |y \y@ ve 74 \ye Ve 74 v/ |

(F13)

dp _ 4 [1+ (2k -)] (F14)
av Brvsll;.(laf%) 72 +x We+k

(F11)

Higher order approximations may be obtained. If this degree of approxi-
mation is accepted, equation (F2) for G Yecomes

- e
G = l1 -V

(F15)
F

S

where

_ X (1-T)x( 2k _
F_l+72+k[l+ = (Ve+k 1)] (F16)

With G Xknown, p can be determined from equation (5), end this is the
result given in table I.

From equations (19) and (F12)

2H

= - (F17)
BrV2 %
where
=2
H = lk 1-M_§—2-V—l (F18)
1+ = Ve + k
'\72

TOOT-d
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From equation (Fl), by use of equations (3) and (Fl4),

\'i Fa-1
E%%‘ IR0 (F19)

which is the result given in column 6 of teble I.

E-1001
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APPENDIX G

COMPARISON WITH OTHER ANALYSES

The results of reference 4 are essentially for a three-dimensional
stagnation point, or J =1 1in equation (7a). The result of column 10
of teble I for constant angle of attack for a three-dimensional stagna-
tion point can be written in the modified form

m
A
i= +Z 14.9+/8 CDRT]_’; ‘/i/% ¥ g (61)

From equation (36) of reference 4 for Earth, and in the nomenclature of
this report,

q= —_ (G2)

SQO‘L;;;;

Substituting equation (Gl) in (G2) gives

1 - V2 ¥

4;5
The equation from column 15 of table I for a three-dimensional nose is,
in modified form,

q = +/Z 12.05x10°~/g ﬁ‘% arc sin

From equation (39a) of reference 4, and in the nomenclature of this
report,

q = 0.202 (63)

<l

m

CpRyA

15,900

TOOT-d
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Evaluating (G4) for Vi = 0.99 and Vé = O, the values used in reference
4, and substituting in equation (GS5) yield

q = 3.91 F% (a8)

As a point of interest, the total heat input per square foot q or a
is quite sensitive to the initial velocity for this case. For example,
evaluating equation (G4) from Vl = 1.0 to Vz = 0 gives for equation

(Gs)
Q= 4.76 JF z (67)

which is an increase of 22 percent over the case for Vi a2 0.99. 1In the

present calculation the term F is evaluated at tne highest value of
V. 1If the flight path is divided into several parts, F 1is evaluated at
the highest value of V 1in each part.

Reference 4 also presents the horizontal component of the G 1load,
Gy. For small flight-path angles, an assumption already made in the

present analysis,

Gy~ G 2> CD (68)

With the result given for G in column 4 of table I for the constant a
case,

(@9)

Part of the difference in heating rate between the present analysis
and reference 4 is due to the use of a slightly different value of the
constant in equation (7a).
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(a) Lift coefficient.

Figure 2. - Aerodynamic characteristics.
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Figure 2. - Continued. Aerodynamic characteristics.
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Figure 2. - Continued. Aerodynamic characteristics.
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Figure 2. - Continued. Aerodynamic characteristics.
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Figure 2. - Continued. Aerodynamic characteristies.
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Lift-drag ratio, La/D
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Figure 2. - Concluded. Aerodynamic characteristics.
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. Figure 3. - Concluded. Vehicle geometry, coordinate systems, and flow angles.
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Figure 6. - Constant-angle-of-attack flight path for Earth atmos-
phere. Angle of attack, 5.3°; initial net acceleration, 10 g's;
initial velocity ratio, 2.0; maximum 1ift-drag ratio, 1.0; entry
vehicle gross weight, 10,000 pounds; average entry vehlicle den-
sity, 20 Bounds per cublc foot; geometric leading-edge sweep
angle, 60%.
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Figure 6. - Concluded. Constant-angle-of-attack flight path for Barth
atmosphere. Angle of attack, 5.3°; initial net acceleration, 10 g"s;
initial velocity ratio, 2.0 maximum lift-drag ratio, 1.0; entry vehicle
gross weight, 10,000 pounds; average entry vehicle density, 20 pounds per
cubic foot; geometric leading-edge sweep angle, 60°.
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Figure 7. - Concluded. Constant-altitude flight path for Earth
atmosphere. Altitude, 162,000 feet; initial net acceleration,
10 g's; initlal velocity ratio, 2.0; maximum lift-drag ratio,
1.0; entry vehicle gross welght, 10,000 pounds; average entry
vehlcle density, 20 pounds per c.ble foot; geometric leading-
edge sweep angle, 600,
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Fipure B, - Constant free-stream Reynolds number flight path for Earth atmos-
phere. Free-stream Reynolds number, 7.3x1061 initial net acceleration,
10 ¢'ss initlael veloclty ratio, 2.0; maximum lift-drag ratio, 1.03 entry
vehicle gross weight, 10,000 pounds; average entry vehicle density, 20

pounds per cubic foot; geometric leading~edge sweep angle, 60°,
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Figure 8, - Concluded. Constant free-stream Reynolds number flight path for
Earth atmosphere. Free-stream Reynolds number, '7.3X10r; initial net accel-
eration, 10 g's; initlal velocity ratio, 2.0; maximum lift-drag ratio. 1.0;
entry vehicle gross welght, 10,000 pounds; average entry vehicle density,
20 pounds per cubic foot; peometric leading-edre sweep angle, #07.
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Figure 9. - Concluded. Constant-net-acceleration flight path for
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weight, 10,000 pounds; average entry vehlicle density, go pounds
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Figure 10. - Constant-heating-rate flight path for Earth atmosphere. Maxi-
mum leading-edge heating rate, 900 Btu per square foot per second; ini-
tial net acceleration, 10 g's; initlal veloclity ratlo, 2.0; maximum 1ift-
drag ratio, 1.0; entry vehicle gross welight, 10,000 pounds; average
entry vehicle density, 20 pounds per cublic foot; geometric leading-edge
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Figure 10. - Concluded. Constant-heating-rate flight path for
Earth atmosphere. Maximum leading-edge heating rate, 900 Btu
per square foot per second; initlal net acceleration, 10 g's;
initial velocity ratio, 2.0; maximum 1lift-drag ratio, 1.0;
entry vehicle gross weight, 10,000 pounds; average entry
vehicle density, 20 gounds per cubic foot; geometric leadlng-
edge sweep angle, 609,
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Figure 11. - Modulated roll flight path for Earth atmosphere. Initial roll
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Figure 12. - Total heat input at Earth for flight paths with
net acceleration of 10 ¢'s at velocity ratio of 2.0. Maxi-
mum lift-drag ratio, 1.0; entry vehicle gross weight, 10,000
pounds; average entry vehicle density, 20 pounds per cubic
foot; geometric leading-edge sweep angle, 60°.



E-1001

Ratio of heat input to gross weight, Q/W or Qu/W, Btu/lb

1000 - T T 1 —~>
800 — Flight path 4
— Constent angle 4
600 |— of attack
| Constant altitude /L
Constant Reynolds N
mm_mﬂuu-_‘
| Modulated roll—
Constant net A~Constant angle
acceleration —_| / of attack
200
o
A 7 y
78l 7
100 7 X7,
80 4 N/ 7
Y
60 174 L4 42" constent. altitude ]
/Y/ 72 Modulated roll
yi/4 / 7/ 7 | constant Reynolds |
40 —7 Yo number i
/ Constant net
7 acceleration N
[/
20 J 7
// A‘67
/0
!/ Y
10 //
8 7 +
6 /
#
4 //
y/
/ [
/ Total heat input, Q
2 yau ~— - Heat input to ]
/ A* windward side, Qy
// /
/
1
.8
.5 1.0 1.5 2.0 2.5

Initial ratioc of flight to ecircular velocity, Vi

Figure 13. - Total heat input at Earth for flight path with initial

net acceleration of 10 g's. Maximum lift-drag ratio, 1.0; entry

vehicle gross weight, 10,000 pounds; average entry vehicle den-
sity, 20 ?ounds per cubic foot; geometric leading-edge sweep
angle, 60°.
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Figure 15, = Flisht paths with control of landing location.
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Figure 16. - Total heat input at Earth for modified constant-angle-
of-attack flight path (fig. 15(a)). Initial net acceleration,
10 g's; initial velocity ratio, 2.0; maximum lift-drag ratio, 1.0;
entry vehicle gross weight, 10,000 pounds; average entry vehicle
density, 20; geometric leading-edge sweep angle, 60°.
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Figure 17. - Total heat input at Earth for modified
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and infinite range. Initial net acceleration, 10 g's;
initial velocity ratio, 2.0; maximum lift-drag ratio,
1.0; entry vehicle gross weight, 10,000 pounds; aver-

age entry vehicle density, 20; geometric leading-edge
sweep angle, 60°.
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Pigure 18. - Ratio of local to free-stream Reynolds number for
swept blunt leading edge for Earth atmosphere. ILeading-edge
sweep angle, 603 specific-heat ratio, 1.2.
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