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Fig.1 Inlet cowl and lip variations
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Fig. 2 F-16E inlet subsonic duct flow area distribution
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THE EXPERIMENTAL INVESTIGATION OF IMPINGING
COOLING IN THE COMBUSTION CHAMBER

Gao Chao Chu Xiaorong Wang Baoguan

(Dept. of Power Engineering. Nanjing Univ. of Aeronautics and Astronautics, Nanjing. 210016)

Abstract: The experimental study of heat transfer by a multiple square array of round air jets
impinging perpendicular to a flat plate is presented. The aim of the study is to simulate a combus-
tor wall cooling construction for future advanced jet engine. In the procedure of the investigations.,
nine different impingement plates and seven relevant target plats were studied. The average Nus-
selt numbers were measured with nine different Reynold's number and six different impinging
gaps. The influence of the hole’s Reynold numbers and the geometry of impingement plates on the
impinging heat transfer were analysised. The multivariate linear regression method was used in da-
ta processing. and a general correlation was obtained.

Subject terms: Combustion chamber, Air cooling. Heat transfer test
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