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Calculation and analysis on air inlet/engine integrated
in fast-maneuvering flight
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Abstract: Based on an air inlet/engine integrated dynamic simulation system, the en-
gine performarnce parameters were investigated and obtained in fast maneuvering flight. The
numerical calculation shows that fast-changing exterior turbulence reflects on more dynamic
fluctuation of thermal cycle parameters and performance parameters, due to the history of
engine fuel mass flow, engine thrust descend degree minishs, on the contrary, engine spe-

cific fuel consumption ascends with increase of attack angle.
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Table 1 Dynamic process origination of turbo-fan engine
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