
Air Force Institute of Technology Air Force Institute of Technology 

AFIT Scholar AFIT Scholar 

Theses and Dissertations Student Graduate Works 

3-2006 

Characterization of Pulse Detonation Engine Performance with Characterization of Pulse Detonation Engine Performance with 

Varying Free Stream Stagnation Pressure Levels Varying Free Stream Stagnation Pressure Levels 

Wesley R. Knick 

Follow this and additional works at: https://scholar.afit.edu/etd 

 Part of the Propulsion and Power Commons 

Recommended Citation Recommended Citation 
Knick, Wesley R., "Characterization of Pulse Detonation Engine Performance with Varying Free Stream 
Stagnation Pressure Levels" (2006). Theses and Dissertations. 3577. 
https://scholar.afit.edu/etd/3577 

This Thesis is brought to you for free and open access by the Student Graduate Works at AFIT Scholar. It has been 
accepted for inclusion in Theses and Dissertations by an authorized administrator of AFIT Scholar. For more 
information, please contact richard.mansfield@afit.edu. 

https://scholar.afit.edu/
https://scholar.afit.edu/etd
https://scholar.afit.edu/graduate_works
https://scholar.afit.edu/etd?utm_source=scholar.afit.edu%2Fetd%2F3577&utm_medium=PDF&utm_campaign=PDFCoverPages
http://network.bepress.com/hgg/discipline/225?utm_source=scholar.afit.edu%2Fetd%2F3577&utm_medium=PDF&utm_campaign=PDFCoverPages
https://scholar.afit.edu/etd/3577?utm_source=scholar.afit.edu%2Fetd%2F3577&utm_medium=PDF&utm_campaign=PDFCoverPages
mailto:richard.mansfield@afit.edu


 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

CHARACTERIZATION OF PULSE DETONATION 

ENGINE PERFORMANCE WITH VARYING FREE 

STREAM STAGNATION PRESSURE LEVELS  

 

THESIS 

 

Wesley R. Knick, Captain, USAF 

AFIT/GAE/ENY/06-M34 

DEPARTMENT OF THE AIR FORCE 

AIR UNIVERSITY 

AIR FORCE INSTITUTE OF TECHNOLOGY 

 

Wright-Patterson Air Force Base, Ohio 

 
APPROVED FOR PUBLIC RELEASE; DISTRIBUTION UNLIMITED 



 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

The views expressed in this thesis are those of the author and do not reflect the official 

policy or position of the United States Air Force, Department of Defense, or the United 

States Government. 

 

 

 

 

 

 

 

 

 

 

 



 

AFIT/GAE/ENY/06-M34 

 

 

CHARACTERIZATION OF PULSE DETONATION 

ENGINE PERFORMANCE WITH VARYING FREE 

STREAM STAGNATION PRESSURE LEVELS 

 

 

THESIS 

 

 

 

Presented to the Faculty 

 

Department of Aeronautics and Astronautics 

 

Graduate School of Engineering and Management 

 

Air Force Institute of Technology 

 

Air University 

 

Air Education and Training Command 

 

In Partial Fulfillment of the Requirements for the 

 

Degree of Master of Science in Aeronautical Engineering 

 

 

 

 

Wesley R. Knick, BS 

 

Captain, USAF 

 

 

March 2006 

 

 

 

APPROVED FOR PUBLIC RELEASE; DISTRIBUTION UNLIMITED. 

 

 



iv 

AFIT/GAE/ENY/06-M34  

 

 

 

 

 

CHARACTERIZATION OF PULSE DETONATION 

ENGINE PERFORMANCE WITH VARYING FREE 

STREAM STAGNATION PRESSURE LEVELS 

 

 

 

Wesley R. Knick, BS 

Captain, USAF 

 

 

 

 

 

 

 

    Approved: 

 

 

 

             /signed/  

 ____________________________________     

  Paul I. King       date 

 

 

             /signed/ 

 ____________________________________     

  Ralph A. Anthenien      date 

 

 

             /signed/ 

 ____________________________________     

  Milton E. Franke      date 

 

 

 

 

 

 



v 

 

AFIT/GAE/ENY/06-M34 

Abstract 

 

 A pulse detonation engine operates on the principle that a fuel-air mixture injected 

into a tube will ignite and undergo a transition from a deflagration to a detonation and 

exit the tube at supersonic velocities.  Studies in the field of combustion have shown that 

both ignition time and deflagration to detonation transition time can vary as a function of 

pressure.  It can be hypothesized that if ignition and deflagration to detonation transition 

times can be reduced by increasing the free stream stagnation pressure level of the tube, it 

would then be possible to shorten the detonation tube length and increase the cycle 

frequency resulting in a weight savings, and an increase in overall pulse detonation 

engine performance.  By attaching varying sizes of nozzle orifices to the exhaust exit of 

the pulse detonation tube of the pulse detonation engine to choke, or increase the 

stagnation pressure levels of the detonation tube it was possible to vary the internal 

pressure of the pulse detonation tube and examine the effect on the performance 

parameters of ignition time, and detonation wave speed, distance, and time.  By varying 

fill fraction, spark delay and equivalence ratio in addition to nozzle orifice size, a 

minimum ignition and overall detonation time was found to correspond to a given orifice 

size to tube diameter ratio.  The effects of pressure in this study produced a less beneficial 

effect on deflagration to detonation transition time and distance.
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CHARACTERIZATION OF PULSE DETONATION 

ENGINE PERFORMANCE WITH VARYING 

FREESTREAM STAGNATION PRESSURE LEVELS 

 

I. Introduction 

 

           Detonations are of interest in the field of propulsion as a detonation is an efficient 

means of burning a fuel-air mixture and releasing energy content.  The Air Force has had 

an interest in the Pulse Detonation Engine (PDE) as a propulsion device for a variety of 

applications ranging from both manned and unmanned aircraft and aerial vehicles, to 

cruise missiles.  The concept of the pulse detonation engine dates back to the pioneering 

work of Hoffman (Hoffman, 1940).  Hoffman explored detonations as early as 1940 using 

both gaseous acetylene and benzene as a liquid hydrocarbon fuel mixed with oxygen with 

intermittent detonation results but most research for propulsion applications has taken 

place only in the last 50 years due to the complex nature of rapidly mixing the fuel and air 

at high speeds, and initiating and sustaining a detonation using a controlled and cyclic 

method in fuel-air mixtures.  PDEs offer the potential for high thrust and efficiency in a 

large operational envelope with the advantage of being mechanically very simple to 

operate, and are of relatively low weight and cost.  The addition of thrust tubes in a multi-

tube arrangement also offers the potential for increased thrust as well as increasing the 

frequency with which as single tube can be fired.  Because of the rapid burning or 

material conversion rate, several orders of magnitude faster than in a flame, there is not 
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enough time for pressure equilibration and the overall process is more thermodynamically 

similar to a constant volume process than the constant pressure process typically found in 

conventional propulsion systems (Kailasanath, 1999:1) 

Operation of the pulse detonation engine involves a dynamic process of filling a 

detonation tube with a fuel/air mixture at ambient conditions followed by ignition, 

deflagration, transition to a detonation wave, and the detonation wave followed by 

combusted gases exiting the tube.  Research in the field of pulse detonation engines and 

combustion suggests that two important pulse detonation engine parameters of ignition 

and deflagration to detonation transition (DDT) time vary as pressure in the detonation 

tube is varied (Schauer et al, 2005:1; Schultz et al, 1999:9).  If it is possible to decrease 

both ignition and DDT time, potential exists to increase the engine cycle frequency 

subsequently the overall thrust of the PDE.  If the overall combined effect of decreasing 

ignition and deflagration to detonation transition time and distance, the axial distance 

down from the entrance of the tube, is decreased it might also be possible to decrease the 

overall length of the detonation tube with a resultant weight savings to the engine and 

aircraft combination.  An important ability of the pulse detonation engine if it is to ever 

be used as a viable source of propulsion for powered aircraft is for the engine to be able 

to regulate pressure within the detonation tube during flight as atmosphere pressure drops 

as an aircraft ascends.  Pressure decreases as altitude increases producing a diminishing 

effect on the important pulse detonation engine performance parameters of ignition time, 

deflagration to detonation transition time, detonation wave speed velocity and most 

importantly thrust.  The dynamic pressure encountered at various Mach numbers will also 
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have a significant, though mostly an assumed positive and beneficial effect on the fill and 

purge pressure within a pulse detonation engine tube, but the pressure and flow rate must 

continue to be regulated as overfilling a straight detonation tube does not offer, at present, 

any appreciable performance benefits.  But how does one increase the pressure inside a 

tube to which a fuel/air mixture is injected and then ignited?  Unlike the internal 

combustion engine to which supercharging or turbo-charging will increase performance 

through mechanical pre-compression, attempting to increase the pressure inside the 

detonation tube will only produce a higher flow exiting the tube and result in higher 

fuel/air consumption without any appreciable increase in performance.  A converging-

diverging nozzle similar to that used in modern rocket engines provides a possible 

solution to increasing the free stream pressure inside a detonation tube of a pulse 

detonation engine.  However, unlike the modern rocket engine which operates at a steady 

state condition, the pulse detonation engine has a pulsing and characteristically unsteady 

flow and must continue to be able to fulfill the three part flow cycle of fill, fire, and 

purge.  The question then remains, is it even possible, and by how much can the flow of a 

pulse detonation tube be restricted and provide an appreciable performance benefit?  The 

ability to restrict the flow upstream using a nozzle could possibly provide for a larger 

initial pressure and overall amplitude during the fill cycle of the pulse detonation engine 

to which ignition and DDT time are expected to decrease providing an increase in overall 

PDE performance.   
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 Research Motivation and Approach 

The objective of this research was to examine the effects, using a variation of 

methods, of increasing the free stream detonation tube stagnation pressure on the PDE 

performance parameters of ignition time and deflagration to detonation transition time 

and distance, and wave speed.  Wave speed was examined by comparing the measured 

wave speed to the known Chapman Jouguet (C-J) for the fuel used (hydrogen) to 

determine whether detonation wave speeds had been measured.  This research performed 

and documented herein examined the effects of dynamic filling and performance on a 

single pulse detonation engine tube using an assortment of nozzle sizes and engine run 

conditions to restrict the pulse detonation engine flow.  Engine control parameters of 

spark delay, equivalence ratio, and fill fraction were examined in an attempt to determine 

optimum flow and performance conditions for the pulse detonation engine tube 

arrangement tested in this research.  Other fuels are hypothetically considered by 

examining the effects of detonation tube pressure in multi-cycle operation on factors such 

as droplet evaporation in liquid fuels, critical initiation energy, ignition time and DDT 

time. 
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II. Pulse Detonation Theory and Background 

Detonation Wave Theory 

 A pulse detonation engine (PDE) generates thrust using intermittent and pulse 

detonation waves.  Similar in certain respects to a pulse-jet engine, the PDE uses the 

detonation waves to produce the thrust capitalizing on the high pressure and temperature, 

and very rapid material and energy conversion.  In studying the pulse detonation engine it 

is necessary to understand two types of premixed gaseous reactions found in the pulse 

detonation engine.  The two reactions which form the basis for operation of the pulse 

detonation engine are known as deflagration and detonation.  A deflagration is defined as 

a combustion wave propagating at subsonic speed (Kuo, 2005: 356).  A detonation is 

defined as a combustion wave propagating at supersonic speed (Kuo, 2005: 356).  The 

formation of a detonation wave requires a deflagration to detonation transition at a time 

and distance occurring after ignition.  Compared to a pulse-jet engine with purely a 

deflagration process to produce thrust, the burn rate or material conversion rate produced 

from a detonation wave in a PDE is typically thousands times faster than a deflagration 

flame.  The fuel/air mixture is ignited in the closed end of an opposite open ended tube, a 

combustion wave is formed and if the tube is of sufficient length a detonation wave will 

develop.  The burned gas products of the initial deflagration cause the specific volume to 

increase to approximately 5 to 15 times the unburned gases ahead of the flame front.  

Each preceding compression resulting from the expansion heats the unburned gaseous 

mixture increasing the sound velocity with each succeeding wave catching up with the 

initial wave.  The preheating that results from the compression increases the flame speed 
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further accelerating the unburned gas mixture until turbulence develops in the unburned 

gases.  The unburned gases and compression waves further accelerate to an even greater 

velocity until a shock forms strong enough to ignite the gas mixture ahead of the wave 

front.  A detonation wave is formed as the reaction zone behind the shock sends forth a 

continuous compression wave to reinforce the shock front and prevent decay (Glassman, 

1996:233).  The coalescing of the compression waves that occurs produces the supersonic 

wave sustained by the chemical reaction or detonation.  Compared to a detonation, a 

deflagration is a subsonic wave sustained by a chemical reaction and differs mostly by the 

flame speed and pressure drop across the flame.  Figure 1 shows a diagram of a one-

dimensional combustion wave characteristic of a deflagration or detonation wave in a 

pulse detonation wave tube (Kuo, 2005:356).  The figure depicts a right to left moving 

wave in the tube with u1 being the reactant velocity with respect to the flame front and u2 

the product velocity with respect to the flame front.  Table 1 shows the qualitative 

differences between detonations and deflagrations of gases.  A comparison of values for 

deflagration versus detonation shows much larger values of M1, p2/p1, and ρ2/ρ1 for 

detonation than deflagration. 

 

Figure 1. Schematic diagram of one-dimensional combustion wave 

u2 u1 

Products 

(Burned) 

Reactants 

(Unburned) 

ρ1, T1, p1, c1, M1 ρ2, T2, p2, c2, M2 

Combustion Wave 
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Table 1. Differences of Detonations & Deflagrations of Gases (Kuo, 2005:357) 

Typical Magnitude of Ratio

Ratio Detonation Deflagration

u1/c1 (M1) 5 - 10 0.0001 - 0.03

u2/c2 (M2) 1 0.003

u2/u1 0.4 - 0.7 (deceleration) 4 - 6 (acceleration)

p2/p1 13 - 55 (compression) ≈ 0.98 (slight expansion)

T2/T1 8 - 21 (heat addition) 4 - 16 (heat addition)

ρ2/ρ1 1.7 - 2.6 0.06 - 0.25  

 

 Using the one-dimensional model to consider the relationships between the 

unburned and burnt properties of the premixed gaseous mixtures for a constant area tube 

of the pulse detonation engine it is possible to find the solution of any steady state 

deflagration or detonation wave on the Hugoniot curve.  Assuming the combustion wave 

propagates at a steady-state speed with no heat loss to the surrounding wall it is possible 

to derive the conservation equations for steady one-dimensional flow, with negligible 

body forces, no external heat addition or loss, and negligible Dufour and species inter-

diffusion effects (Kuo, 2005:357): 

Continuity:   
( )

0            where constant
d u

u
dx

ρ
ρ= =     (1) 

Momentum:  
4

3

du dp d du
u
dx dx dx dx

ρ µ µ
  ′= − + +    

     (2) 

Energy:  

2

0

4

2 3

where      and   

cond

cond p

d u d d du
u h q u

dx dx dx dx

dT
q h C T h

dx

ρ µ µ

λ

     ′+ = − + +         

= − = +

 (3) 

 

The bulk viscosity µ’ is small and often neglected:    µ µ′�  
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Integrating the continuity, momentum and energy equations from above gives (Kuo, 

2005:358): 

( )

constant

4
0

3

u m

du d dp d du
u u u
dx dx dx dx dx

ρ

ρ ρ µ

= ≡

 + = − + = 
 

�

   (4) 

From continuity:     ( ) 0
d

u
dx

ρ =       (5) 

The momentum equation then becomes: 

2 4
0

3

d du
u p

dx dx
ρ µ + − =  

     (6) 

Integration with respect to x gives: 

2 4
constant

3

du
u p

dx
ρ µ+ − =      (7) 

Integration of the energy equation with respect to x gives: 

0 21 4
constant

2 3
p

dT du
u C T h u u

dx dx
ρ λ µ   + + − − =   

   
         (8) 

Both du dx and dT dx are equal to zero in the fully burned and unburned regions 

providing the conservation equations providing the relationships of the flow properties in 

the two regions (Kuo, 2005:358): 

1 1 2 2u u mρ ρ= = �      (9) 

2 2

1 1 1 2 2 2p u p uρ ρ+ = +      (10) 

2 2

2 2 2 2

1 1 2 1 1 2

1 1 1 1
  or  

2 2 2 2
p pC T u q C T u h u q h u+ + = + + + = +    (11) 

2 2 2and   p RTρ=           (12) 
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0 0 0 0

1 2 ,

1

  where   
N

i f i

i

q h h h Y h
=

≡ − = ∆∑     (13) 

The four equations above relate the five unknowns: 1 2 2 2 2, , , ,u u T pρ .  Combining 

equations (9) and (10) above it is possible to derive the Rayleigh-line relation: 

2 2 22 1
1 1

1 21 1

p p
u mρ

ρ ρ
−

= =
−

�     (14) 

Figure 2 below is an example plot of lines of constant mass flux known as Rayleigh lines.  

Increasing the mass flux causes the slope to increase through the initial values (P1, 1/ρ1).  

At an infinite mass flux the Rayleigh line would be vertical.  At zero mass flux the 

Rayleigh line has a zero or horizontal slope.  Given the limits of the Rayleigh line slopes, 

no possible solutions can exist in regions A or B in Figure 2 which represent an 

imaginary mass flux and ultimately determine what final states are possible for a 

detonation wave (Turns, 2000:603). 

 

Figure 2. Rayleigh lines of constant mass flux 
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`Using the Rayleigh-line relation, the Mach number relation 1 1 1/M u c≡ , the relationship 

for specific heats, and the above equations, a single equation called the Rankine-Hugoniot 

equation relating only two unknowns 2p  and 2ρ can ultimately be derived (Kuo, 

2005:360): 

( )2 1
2 1

2 1 1 2

1 1 1

1 2

p p
p p q

γ
γ ρ ρ ρ ρ

   
− − − + =   −    

    (15) 

The Hugoniot relation can also be expressed in terms of total (thermal plus chemical) 

enthalpyh (Kuo, 2005:361): 

( )2 1 2 1

1 2

1 1 1

2
h h p p

ρ ρ
 

− = − + 
 

     (16) 

A plot of the Hugoniot curve is shown below illustrating the solutions segments 

corresponding to different conditions of combustion.  The two points tangent to the curve 

extending from the origin are called the Chapman-Jouguet (C-J) points.  Point L 

represents the lower C-J point and point U represents the upper C-J point on the diagram.  

The Hugoniot curve represents all the possible solutions of the Hugoniot equation for the 

burned mixture however, as illustrated in the figure by region V, not all solutions are 

possible.  In region V 2 1p p>  and 2 11 1ρ ρ> , a physically impossible region given that 

the Rayleigh-line expression implies that m�  is imaginary (Kuo, 2005:361).  In studying 

the characteristic nature of the Hugoniot curve at the C-J points it can be determined that 

2 1M =  (Kuo, 2005:362).  In the detonation regions of the Hugoniot curve (regions I and 

II) the density and pressure of the products exceed that of the reactants 2 11 1ρ ρ< , 

2 1p p>  and  1 2u u> .  Pulse detonation engines are designed to operate in regions I and II 
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of the Hugoniot curve at the upper C-J point where products follow the detonation wave 

with a velocity slower than the reactants.  Under most experimental conditions, 

detonations are Chapman-Jouguet waves and occur at the upper C-J point representing 

the usual solution on the detonation branch of the Hugoniot curve [0:363].  The upper C-J 

point corresponds to the minimum detonation wave speed with a large pressure ratio and 

a state of minimum entropy (Kuo, 2005:367). 

 

 

 

Figure 3. Hugoniot curve of p versus 1/ρ 
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In comparison to the upper C-J point the lower C-J point has a maximum wave 

speed for all deflagrations and corresponds to a maximum entropy state (Kuo, 2005:367).  

Near the lower C-J point the unburned gas pressures and densities is slightly greater than 

the burned gases and the burned gases move away from the combustion wave front (Kuo, 

2005:364).  The burned gases flow away from the deflagration wave, a significant 

difference of the deflagration wave in comparison to the detonation wave. 

 Zel’dovich, von Neumann and Döring (ZND) Theory of Detonations 

As a further development on the theory of the C-J theory, Zel’dovich, von 

Neumann, and Döring assumed the flow in a detonation wave is one-dimensional and 

steady relative to detonation front (Kuo, 2005:380).  The detonation wave is a shock 

wave driven by, and part of the trailing combustion wave.  The shock wave heats the 

reactants to a sufficient temperature to allow the reaction rate of the ensuing deflagration 

to propagate as fast as the shock wave (Kuo, 2005:380).  The shock-wave region 

thickness is on the order of a few mean free paths of the gas molecules and with very 

limited reactions.  A relatively very small number of collisions occur between molecules 

within the shock wave and most of the heat release is from a thick region of gas behind 

the shock wave. 
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Figure 4. ZND Wave Structure and physical properties (Kuo, 2005:382) 

  

An understanding of the mechanisms by which combustion occurs in a detonation 

wave is important to properly assess how to predict performance for a variation of fuels 

and initial conditions.  The variation in physical properties of the one-dimensional ZND 

detonation wave is shown in Figure 4 with the magnitude of the pressure, temperature, 

and density behind the shock depending on the fraction of reacted gaseous mixture.  With 

a slow reaction rate that follows the Arrhenius law immediately behind the shock where 

the temperature is not high, a relatively flat density profile can be observed immediately 

behind the shock front known as the induction zone.  Following the induction period, the 

reaction rate increases dramatically with a sharp change in gas properties that reach 

equilibrium when the reaction is completed.  The shock front and fully reacted location 

distance is approximately 1 cm (Kuo, 2005:382). 
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Figure 5. ZND detonation structure on (ρ, 1/ρ) diagram (Kuo, 2005:383) 

 

Figure 5 above represents the reacting mixture on the Hugoniot plot and shows 

multiple paths by which the reacting mixture may pass through the detonation wave to 

state of complete reaction.  Each of the conservation equations can be satisfied by any one 

of the paths a, b, c, or d.  Path a is highly unlikely to have sufficient energy release to 

sustain the wave as the path would require a reaction to occur at all points on the path.  

Path b would represent mixtures with fast chemical kinetics (Kuo, 2005:383).  Path c 

would represent slow chemical kinetics.  Path d represents the zero chemical-energy 

release in the shock wave with the initial portion coinciding with the shock Hugoniot 

curve.  The peak pressure behind the shock wave corresponds to the von Neumann spike 

in Figure 5. 
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Pulse Detonation Engine Cycle and Operation 

 

Figure 6. Pulse Detonation Engine 3 part cycle (120° equal time each part) 

A pulse detonation engine operates on a three part cycle composed of a fill, fire and purge 

process shown above in Figure 6.  The fill portion of the cycle begins the process by 

filling the pulse detonation tube with a combustible fuel air mixture through a valve 

ported through the closed end of the tube.  The fill valve then closes to begin the fire 

portion of the three part cycle.  The fire portion of the cycle begins with ignition of the 

fuel air mixture.  Both the purge and fill valves are closed.  The ignition begins the 

combustion wave process beginning with a deflagration wave followed by a transition to 
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a detonation wave exiting the tube at high (C-J) velocities.  The third and final portion of 

the three part cycle consists of the purge valve opening to purge the tube of the products 

of combustion.  The purge portion of the cycle also contributes to cooling of the 

detonation tube, an important part of the cycle to control thermal stress, hot spots and 

prevent mechanical failure that can result in exceeding material melting points.  A hot 

spot or material point of high temperature can produce an alternate source of ignition 

similar to pre-ignition in an automobile engine disrupting normal operation of the fire 

portion of the engine cycle and can develop at a sharp corner or edge where the material 

is less insulated from the surrounding gas temperatures. 

 
Figure 7. Detonation wave diagram & timeline sequence of events 

The fire process of the three part cycle contains all events which produce thrust 

from the pulse detonation engine to make it a propulsive device.  The fill and purge 

portions of the cycle are to prepare the detonation tube for ignition and combustion.  

Figure 7 depicts a combustion sequence of events as they occur during the fire process of 
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the three part cycle.  The fire portion of the cycle begins when the fill valve closes.  A 

spark or ignition stimulus is then discharged in the entrance or closed portion of the 

detonation tube.  The ignition source can be a spark discharge, in the case of a spark plug, 

and delayed typically up to 10 milliseconds for a predetermined amount of time to 

optimize performance depending on the flow and fill conditions or also the type of fuel 

used.  After spark discharge the reaction begins to propagate in all possible directions 

from the spark source through heat rise and radical production.  The induction time is the 

critical time of radical production necessary to generate sustained reactions that lead to 

ignition.  The ignition time, or the total of induction time and chemical time is defined as 

the time from initial spark to sustained combustion.  If a spark is used for ignition, a 

minimum energy minE , must be deposited by the spark to achieve ignition and is given by 

(Kuo, 1986:758): 

3

min ,
6

p air air stoich qE C T d
π

ρ= ∆                (17) 

where for flowing mixtures:  

( )
( )

0.4 1.4

0.6 0.4

0.30 Tu 100

 ln 1 B

fuel

q

air air

U D
d

ρ

φ ρ µ
=

+
   (18) 

and:     

drop diameter

equivalence ratio

B Spalding transfer number

Tu percentage turbulence intensity 100

RMS value of fluctuating velocity

air velocity

D

u U

u

U

φ
=

=

=

′= =

′ =

=
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The energy generated by a capacitance spark is given by (Glassman, 1996:342): 

    ( )2 2

f 2 1

1

2
E c V V= −      (19) 

where:     

f

electrical energy (J)

condenser capacitance (farads)

condenser voltage before spark (1) and after spark (2)i

E

c

V

=

=

=

 

In the use of a spark as an ignition stimulus the energy generated by the capacitance 

discharge must be greater than the minimum required ignition energy.  Equation (18) 

above defines the minimum ignition energy as a function of drop diameter,D  an 

important parameter when considering the ignition of liquid hydrocarbon fuels as a 

portion of the ignition energy must be used to vaporize the droplets resulting higher 

ignition times.  Fuels such as hydrogen and acetylene are much easier to detonate as both 

exist in a gaseous state at near standard temperature and pressure.  Environmental 

conditions and reactant properties such as heat capacity, heat of combustion, initial 

reaction rate (Kanury, 1975:94), heat flux and pressure (Kuo, 1986:750) can all affect 

ignition delay both adversely and positively depending on conditions. 

After ignition a significant chain of events occur known as the deflagration to 

detonation transition.  The principle by which the ignited fuel air mixture is able to 

detonate provides for the ability of the detonation tube to be considered a propulsive 

device.  For a detonation to occur in a tube a few select criteria must be met for the 

detonation phenomena to occur.  If a combustible fuel air mixture is placed in a tube open 

at both ends and ignited a combustion wave is formed which obtains only a steady 
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velocity (Glassman, 1996:222).  If one end of the tube is closed a combustion wave 

occurs, and if the tube is long enough a detonation wave can develop.  The combusted gas 

products of the initial deflagration increase in specific volume to approximately 5 to 15 

times that of the unburned mixture ahead of the combustion wave (Glassman, 1996:222).  

Each preceding combustion wave from the resulting expansion preheats the unburned fuel 

air mixture increasing the sonic velocity according to the mathematical relationship, 

a RTγ= .  The preheating that results forces the succeeding wave to catch up to the 

preceding wave and coalesce until a shock is formed that further increases velocity and 

acceleration, and generates turbulence to aid in the combustion process (Glassman, 

1996:223).    After a shock is formed the shock itself sends forth continuous compression 

waves into the gaseous fuel air mixture ahead of the front strong enough to stimulate 

ignition and keep the shock from decaying.  The resulting sequence of events is what 

forms the detonation (Glassman, 1996:223).  Two other important phenomena have also 

been observed from the detonation wave that forms.  A retonation wave can also be 

observed to emanate from the location of shock formation and proceed in the opposite 

direction into the burned gas mixture.  Transverse vibrations from the resulting 

detonation can also be observed and contribute to the cellular structure of the detonation 

wave. 

 In 1926 Campbell and Woodhead, after observing spin in limit mixtures in 

circular tubes, showed that detonation waves travel in a manner which is locally three 

dimensional and non-steady.  Desnisov and Troshin later adapted an experimental 

technique of using soot-coated plates near a spark discharge to record and observe the 
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transverse detonation waves left behind on the soot-coated plate to examine a three 

dimensional detonation wave structure.  The three dimensional wave structure is able to 

leave an imprint on the soot-coated plate caused by the intersection of sound wave 

propagating past as shown below in Figure 8 (Glassman, 1996:263).  The soot trace or 

fish-scale like pattern left behind on the smoke-foil is able to reveal presence of the triple 

point, an intersection of the Mach-stem, incident, and reflected shocks. 

 

Figure 8. Schematic diagram of detonation cell structure 

The cell width, λ of a detonation is defined as the width of a cell formed by the 

slipstream associated with the interaction of the transverse and longitudinal waves of the 

detonation (Kuo, 2005:405).  The cellular structure is mapped when the detonation wave 

passes the soot covered point to reveal a pattern schematically depicted as shown in 

Figure 8.  Over the range of possible detonable concentrations of a given fuel-oxidizer 

mixture, the wave structure is called a multi-head wave front (Kuo, 2005:403).  For a 

given smooth circular tube the multi-head, self-sustained detonation becomes a single-

head spinning detonation propagating at about the C-J velocity for a given mixture 
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composition.  The single-head spinning detonation is characterized by an increase in 

transverse wave strength or 3 dimensional wave structure with the mixture gasses rotated 

about the tube axis.  The single-head detonations associated with detonability limits for a 

given fuel-oxidizer mixture, coupled to fuel concentration can also be shown to relate to 

tube diameter.  For each fuel concentration, there is a specific tube diameter call the 

critical tube diameter, cd for which the multi-head detonation becomes a single-head 

detonation.  It can generally be shown for the case of hydrogen as a fuel that 13cd λ=  

(Kuo, 2005:408). 

Using the ZND model for the detonation structure it is possible to compute an 

induction time and also a corresponding induction zone length.  Induction time, a 

characteristic of the chemical reactions in a detonation wave, is strongly coupled to the 

details of the transient gas dynamic processes being ultimately related to the chemical 

length scale, λ (or cL ), and is proportional to the induction time of the fuel oxidizer 

mixture (Glassman, 1996:257).  It can also generally be shown that the cell length and 

cell width can be represented by 0.6 cLλ �  and that chemical reactions are generally 

completed within one cell length or cycle (Glassman, 1996:257). 
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Figure 9. Initiation energy versus initial pressure, φ = 1, T = 293K 

 

The energy required to achieve a detonation can be shown to be directly related to 

the cell size of a detonation wave structure.  The energy required to initiate a hydrocarbon 

fuel detonation can be on the order of 1 MJ whereas the detonation energy for hydrogen 

and air is generally around 5000 J (Tucker et al, 2004:18).  A relationship of initiation 

energy to cell size can be experimentally determined to be given by (Schauer et al, 

2005:2): 

33.375initiationE λ=      (20) 

Using air or oxygen as the oxidizer the above relationship shows that the initiation energy 

drops by the cube of the cell size.  Fuels using pure oxygen as an oxidizer require less 

initiation energy than fuels in a diluted oxygen environment such as air.  It is possible 

using the above relationship to show that minimum initiation energy to achieve a 
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detonation directly correlates with deflagration to detonation transition (DDT) time for a 

fuel air mixture.  Furthermore, if it is possible to relate cell size to initial pressure it 

possible to relate initiation energy to initial pressure for a given temperature and 

equivalence ratio.  Figure 9 relates the initiation energy for initial pressure for a range of 

fuels in the pressure range of interest for a pulse detonation engine (Kaneshige and 

Sheperd, 1997).  Trendlines through the plotted data help to denote that a clear trend can 

be observed for the above fuels that the energy to achieve a detonation decreases as the 

initial pressure is increased. 

 After a detonation is achieved in the confined space of the detonation tube the 

detonation wave exits the tube at high velocity and supersonic speeds.  If the detonation is 

of sufficient strength it is possible for the detonation wave to achieve Chapman Jouguet 

(C-J) speed.  For a vapor fuel such as hydrogen C-J speed is reached at approximately 

1900 m/sec to 2000 m/sec.  Typical fuel-air hydrocarbon mixture Chapman Jouguet 

speeds can range from 1400 m/sec to 2000 m/sec.  The high exit velocity of the 

detonation wave gives rise to a mass flow behind the wave that produces the thrust to 

make the pulse detonation engine a propulsive device.  This high velocity mass induced 

flow provides the propulsive thrust similar to a rocket engine using the familiar thrust 

equation (Humble et al, 1995:110): 

( )exit exit exit atmF mV A P P= + −�      (21) 

While the thrust tube of a pulse detonation engine may not be of a large diameter 

compared to that of a rocket, jet or ramjet engine it produces exit velocities considerably 
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higher than its comparable propulsive devices relying on a deflagration process to 

produce thrust. 

Flammability and Limits of Ignition 

 The effects of varying the equivalence ratio with a variation in pressure are also 

examined in this study.  The equivalence ratio is defined as the mass ratio of actual fuel to 

air, to fuel and air at stoichiometric conditions (Kuo, 2005:9): 

fuel

air actual

fuel

air stoichiometric

m

m

m

m

φ

 
 
 =

 
 
 

      (22) 

where:   

0 1     fuel-lean

1           stoichiometric condition

1     fuel-rich

φ
φ

φ

< <

=

< < ∞

 

At the stoichiometric condition the fuel and air mixture is completely consumed with no 

residual carbon dioxide, CO2 or water, H2O remaining after combustion.  When the 

equivalence ratio is less than 1 the mixture is fuel lean.  When the equivalence ratio is 

greater than 1 the mixture is fuel rich and excess fuel remains after combustion.  When 

considering ignition time with regard to equivalence ratio, ignition time is minimal near φ 

= 1 and increases at values of φ for values greater (fuel rich) or less (fuel lean) than 1.  It 

is also important to note that the equivalence ratio is similar to the stoichiometry,Ψ of a 

mixture but is not identical.  The stoichiometry of a mixture is defined as the ratio of 

mole percent of fuel in the combustible mixture to the ratio of mole percent of the fuel at 

stoichiometric conditions ( ,fuel fuel stoichiometricX XΨ = ). 
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Pulse Detonation Engine Exit Nozzles 

 Variations on pulse detonation engine designs have been and continue to be 

explored but most designs are based on a central design theme.  The most common 

configuration of the pulse detonation engine and that used in this research consists of a 

straight tube of sufficient length and diameter to produce the detonation wave to provide 

propulsive thrust.  In order for the tube to produce a detonation of the fuel air mixture the 

tube must be of sufficient length for the initial combustion wave to form from the initial 

ignition and then transition from a deflagration wave to a detonation wave before exiting 

the tube.  Various techniques have been tested and employed to reduce the ignition and 

deflagration to detonation process.  The Schelkin spiral has been proven a highly effective 

device to reduce the overall deflagration to detonation process (Schultz et al, 1999:9).  

Mostly a spiral wound piece of heavy gage wire, the Schelkin spiral aids in increasing 

turbulence and enhances flame mixing.  Variations on the Schelkin spiral have also been 

extensively tested.  A Pin spiral is a series of struts extending across the diameter of the 

tube in a sequentially helical arrangement.  Another arrangement commonly referred to as 

the chin spiral consists of one or more straight sections of similar diameter wire axially 

welded to the outer diameter of the helical spiral core to also aid in the deflagration to 

detonation process.  The devices added to the interior of the pulse detonation tube all 

share a common purpose of decreasing the deflagration to detonation process.  Devices 

which aid in the promotion of turbulence and flame mixing have all been shown to aid in 

decreasing the deflagration to detonation distance (Schultz et al, 1999:3).  The drawback 

of use of such devices is that while they reduce the overall deflagration to detonation 
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process they can also contribute to losses in the mass induced flow behind the detonation 

wave as it exits the tube much the same way surface roughness can have effect on flow of 

a fluid medium in a pipe.  The addition of the Schelkin spiral also contributes to a 

decreased cross sectional flow area down the length of the detonation tube.  The 

corresponding reduced flow area results in less thrust. 

 

Figure 10. Schelkin Spiral 

The research proposed in this report examines the possibility of reducing the 

deflagration to detonation distance by altering the dimensions and flow characteristics of 

the detonation tube so as to vary the free stream stagnation pressure inside the tube.  Both 

ignition (or induction time) and deflagration to detonation (DDT) times have both been 

shown to exhibit a variation with initial pressure suggesting that potential increases in 

performance could be obtained through pressure changes (Schultz and Shepherd, 

1997:204).   

Table 2. Hydrogen-Air, varying initial pressure (T1 = 295K, φ = 1, diluent = 55.6%) 

P1 VCJ PCJ TCJ aCJ γCJ MCJ

(bar) (m/s)  (bar) (K) (m/s)

0.2 1935 3.1 2826 1067.1 1.160 4.767

0.4 1951 6.2 2880 1078.0 1.170 4.807

0.6 1960 9.4 2910 1084.4 1.170 4.830

0.8 1967 12.6 2931 1088.9 1.170 4.845

1.0 1971 15.8 2948 1092.2 1.170 4.857

1.2 1975 19.0 2961 1094.9 1.180 4.867

1.4 1978 22.2 2971 1097.2 1.180 4.874

1.6 1981 25.4 2981 1099.1 1.180 4.881

1.8 1984 28.7 2989 1100.8 1.180 4.887

2.0 1986 31.9 2996 1102.3 1.180 4.892  



27 

Table 2 shows how the effects of initial pressure can affect C-J properties and 

speeds (Schultz and Shepherd, 2000:204).  From chemical kinetics ignition time can be 

related to the inverse of the reaction rate according to (Lefebvre et at, 1986:6): 

[ ] [ ]0.51
Ignition Time:    where Fuel Oxygen

a bE RT n

ign RR AT e p
RR

τ −∝ =      (23) 

or:              [ ] [ ] 0.51
Fuel Oxygen

a bE RT n

ign e p T
A

τ − − − −∝              (24) 

   where:  
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Using the above relationship it can be shown that ignition time can vary depending upon 

the pressure (atmospheres), temperature, and the fuel and oxygen concentrations based on 

volume. 

Use of mechanical pre-compression is used quite extensively in a variety of 

modern engine designs either by turbo-charging or supercharging a normally aspirated 

internal combustion engine, or by use of a compressor rotor on a jet aircraft or turbine 

powered engine.  The design of the pulse detonation engine is such that the combustion 

processes are initiated at close to atmospheric conditions and attempts to increase the 

initial pressure at ignition simply result in overfilling the detonation tube with little 

increase in pressure.  In recent years several experimental and computational research 

studies have investigated the effects of nozzle attachments on PDE performance.  
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Kailasanath has presented a detailed review and summary of findings from much of this 

research (Kailasanath, 2001).  One approach to increasing the initial pressure of the PDE 

is to augment the detonation tube with a restrictive device such that when the tube is 

filled on the fill portion of the cycle, the fuel/air mixture flowing into the detonation tube 

is restrained in an optimal manner so as to generate an increased pressure differential over 

the ambient surroundings of the operating environment.  A hypothetical nozzle 

attachment providing some form of convergence, or decrease in diameter less than that of 

the detonation tube could provide a viable means to increase pressure.  If the nozzle were 

a converging-diverging attachment to the detonation tube of a form similar to the design 

of the modern rocket engine nozzle the potential exists to both increase the pressure of 

the detonation tube at ignition and also augment the thrust at the nozzle exit via an 

optimally designed diverging nozzle. 

 The unsteady pulsing or intermittent thrust production of the pulse detonation 

engine, while effective at producing a very high rate of energy release from the detonation 

wave to produce thrust, presents several challenges with regard to analysis and PDE 

nozzle design.  Most analytical studies have been based on computational fluid dynamics 

with differing nozzle configurations used for analysis (Yungster, 2003:1).  Factors such as 

injection pressure, chamber pressure and ambient pressure all have the potential for 

significant influence on the experimental and analytical observations of detonation 

initiation.  Cambier and Tegner examined the effects of various diverging nozzles on 

PDE efficiency for single and multiple cycles (Yungster, 2003:1).  Using a detonation 

tube with a nozzle filled with a stoichiometric hydrogen-air mixture Cambier and Tegner 
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were able to computationally demonstrate the performance benefits associated with a 

single thrust pulse.  Eidelman and Yiang numerically studied various converging and 

diverging nozzles using stoichiometric C2H2 and air mixtures on a single detonation pulse 

with results showing that both converging and diverging nozzles can increase PDE 

performance at the expense of achieving higher cyclic PDE engine efficiency for 

converging and straight nozzles (Yungster, 2003:1).  Diverging nozzles were shown to 

exhibit a higher impulse while still achieving higher cycling frequency.  For single-pulse 

operation bell shaped nozzles were shown to produce the highest performance.  Several 

of the studies reviewed by Kailasanath observed conflicting and contradictory 

conclusions (Yungster, 2003:1).  In general all of the studies that considered convergent 

nozzles showed shock reflections that propagated upstream and interfered with the fill 

process, a problem that requires further examination for a solution.  Divergent nozzles 

were found to give higher impulse although in most cases occurring later in time possibly 

affecting cycle frequency for a multi-cycle system with a single thrust tube.  With regard 

to divergent nozzles a bell shaped nozzle similar to the diverging nozzle of a rocket 

engine showed the highest increases in performance. 

 In another separate study Barbour examined single pulse detonation tube 

performance at initial pressures equal and greater than ambient pressure conditions of 1 

atmosphere with a converging-diverging nozzle.  Local heat flux was determined to be a 

significant factor in overall energy release at blow down, highly so when a converging-

diverging nozzle was considered.  Lower increases in specific impulse were noted at low 

initial pressures near ambient pressure conditions.  The effects of the nozzle showed 
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greater overall beneficial performance in specific impulse at higher initial pressures of 2 

atmospheres (Barbour and Hanson, 2005:1).  .  

Several computational studies indicated the rate of relaxation of the internal 

detonation tube pressure to ambient conditions was a limiting factor on performance.  

Higher specific impulse could be achieved through a slower rate of relaxation through the 

use of straight nozzles.  Studies with the diverging nozzle suggest that diverging nozzles 

have the potential for better performance because of the larger effective exit area for 

thrust to act at the expense of a slower relaxation rate.  The larger area of the nozzle also 

contributes to adverse performance effects from an increase in cross section drag and 

additional weight. 

When adding a nozzle of any type to a straight pulse detonation tube the blow 

down process of purging and refilling the tube becomes a significant portion of the 

overall cycle.  The process of filling the tube on the fill cycle has a longer duration in that 

the residual combustion products and/or ambient air from the purge cycle must be forced 

out of the tube for the fuel/air mixture to fill the tube in preparation for the fire cycle.  

The purge cycle poses a challenge in that the purge cycle helps to cool the detonation tube 

and purge the products of combustion in preparation for the fill cycle.  Multiple thrust 

tubes provide for potential alternate solutions to longer cycle times in that each tube cycle 

could operate on different cycle phases.  Each tube could produce a higher overall 

impulse on the fire portion of the PDE cycle when considering nozzles of differing 

converging and diverging area ratios. 
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Nozzle Orifice Fluid Flow Dynamics 

 Most of the studies presented have examined the effects of nozzles of various 

converging and diverging area ratios and have also examined the effects of increased 

initial detonation tube pressure on detonation tube performance.  Performance parameters 

in most studies examined the effects of specific impulse and thrust on detonation tube 

performance.  The focus of the experimental study conducted in this research was to 

examine the effects varying pressure on the performance parameters of ignition and 

deflagration to detonation transition (DDT) time while using a nozzle appended to the 

end of a pulse detonation tube in various initial conditions of multi-cycle tests.  While 

several studies noted above have examined the effects of converging-diverging nozzles, 

the nozzles or flow restriction devices used this study consisted of a flow restriction 

orifice attached to the tube exit.  Performance parameters of thrust or specific impulse 

were not considered in this study.  Orifice diameters of incrementally varying sizes were 

attached at the tube exit and both flow characteristics and performance parameters of 

ignition and DDT times were examined.  If the possibility exists to decrease both ignition 

and DDT time with the PDE cycle it might also be possible to increase the multi-cycle 

frequency and produce a corresponding increase in thrust from an increase in frequency 

of the thrust pulses. 

Flow through an orifice attached to the end of single detonation tube creates a 

flow restriction similar to an orifice plate used to regulate pressure and mass flow rate.  A 

schematic representation of orifice-type plate attached to the exit of the pulse detonation 

tube is shown in Figure 11.  As the flow exits through the pulse detonation tube, the flow 











 151 

Bibliography 

Allgood, Daniel, Gutmark, Ephraim and Katta, Viswanath, “Effects of Exit Geometry on 

the Performance of a Pulse Detonation Engine,” AIAA 2002-0613, 40
th
 Aerospace 

Sciences Meetings and Exhibit, 14-17 January 2002, Reno, Nevada. 

Anderson, John D., Modern Compressible Flow with Historical Perspective, Third 

Edition, New York, McGraw Hill, 2003. 

Barbour, E. A. and Hanson, R. K., “A Pulse Detonation Tube with a Converging-

Diverging Nozzle Operating at Different Pressure Ratios,” AIAA 2005-1307, 43
rd
 

Aerospace Sciences Meeting and Exhibit, 10-13 January 2005, Reno, Nevada. 

Barlow, Jewel B., Rae, William H. and Pope, Alan, Low Speed Wind Tunnel Testing, 

Third Edition, New York, John Wiley & Sons, 1999. 

Cambier, J.L. and Tegner, J.K., “Strategies for Pulse Detonation Engine Optimization,” 

Journal of Propulsion and Power, Vol. 14, No. 4, 1998. 

Chuanjun, Y., Jun L., Wei, F., Liming, H., Hengren L., Principle and Cycle Analysis of 

Pulse Detonation Engines, National Air Intelligence Center, NAIC-ID(RS)T-0151-97, 

August 1997. 

Colket, Meredith B. III and Spadaccini, Louis J., “Scramjet Fuels Autoignition Study,” 

Journal of Propulsion and Power, Vol 17, No. 2, March-April 2001. 

Cooper, M. and Shepherd, J. E., “The Effect of Transient Nozzle Flow on Detonation 

Tube Impulse,” AIAA 2004-3914, 40
th
 AIAA/ASME/SAE/ASEE Joint Propulsion 

Conference and Exhibit, 11-14 July 2004, Fort Lauderdale, FL. 

Cooper, M. and Shepherd, J. E., “The Effect of Transient Nozzles and Extensions on 

Detonation Tube Performance,” AIAA 2002-3628, 38
th
 AIAA/ASME/SAE/ASEE Joint 

Propulsion Conference and Exhibit, 7-10 July 2002, Indianapolis, IN. 

Cooper, M., Jackson and S., Sheperd, J. E., “Effect of Deflagration-to-Detonation 

Transition on Pulse Detonation Engine Impulse, GALCIT Report FM00-3, Explosion 

Dynamics Laboratory, GALCIT, May 2000. 

Dorofeev, S.B., Sidorov, V.P., Kuznetsov, M.S., Matsukov, I.D., Alekseev, V.I., “Effect 

of Scale on the Onset of Detonations,” Shock Waves, Vol. 10, Pages 137-149, 2000. 

Dyer, R. S., Kaemming, T. A. and Baker, R. T., “Reaction Ratio and Nozzle Expansion 

Efffects on the PDE,” AIAA 2003-4514, 39
th
 AIAA/ASME/SAE/ASEE Joint Propulsion 

Conference and Exhibit, 20-23 July 2003, Huntsville, Alabama. 



 152 

Dyer, R. S., Kaemming, T. A. and Baker, R. T., “The Thermodynamic and Fluid 

Dynamic Function of a Pulse Detonation Engine Nozzle,” AIAA 2004-3916, 40
th
 

AIAA/ASME/SAE/ASEE Joint Propulsion Conference and Exhibit, 11-14 July 2004, 

Fort Lauderdale, FL. 

Eidelman, S. and Yang, X., “Analysis of the Pulse Detonation Engine Efficiency,” AIAA 

98-3877, AIAA/ASME/SAE/ASEE Joint Propulsion Conference and Exhibit, 34
th
, 

Cleveland OH, 13-15 July, 1998. 

Fox, Robert W., McDonald, Alan T. and Pritchard, Philip J., Introduction to Fluid 

Mechanics, John Wiley & Sons, 2003. 

Glassman, Irvin, Combustion, San Diego, Academic Press, 1996. 

Heywood, John B., Internal Engine Combustion Engine Fundamentals, New York, 

McGraw Hill, 1988. 

Hinkey, J.B., Bussing T.R.A., “Shock Tube Experiments for the Development of a 

Hydrogen-Fueled Pulse Detonation Engine,” 31
st
 AIAA/ASME/SAE/ASEE Joint 

Propulsion Conference and Exhibit, 10-12 July 1995, San Diego CA. 

Hoffman, H., Reaction Propulsion by Intermittent Detonative Combustion, German 

Ministry of Supply, AI152365, Volkenrode translation, 1940. 

Holman, J. P., Experimental Methods for Engineers, Seventh Edition, New York, 

McGraw Hill, 2001. 

Humble, R. W., Henry, G. N., Larsen, W. J., Space Propulsion Analysis and Design 

(Revised).  New York: McGraw-Hill Publishing Company, 1995. 

James, Helen, “Detonations”, Discipline Information Note, DIN TD5 039, HSE Intranet, 

October 2001. 

John, James E. A., Gas Dynamics, Second Edition, Boston, Allyn and Bacon, 1984. 

Kailasanath, K., “A Review of Research on Pulse Detonation Engine Nozzles,” AIAA 

2001-3932, 37
th
 AIAA/ASME/SAE/ASEE Joint Propulsion Conference & Exhibit, 8-11 

July 2001, Salt Lake City, Utah. 

Kailasanath, K., “A Review of Research on Pulse Detonation Engines,” Proceedings of 

the 17
th
 International Colloquium on the Dynamics of Explosions and Reactive Systems, 

Heidelberg, Germany, July 1999. 

Kailasanath, K., “Recent Developments in the Research on Pulse Detonation Engines,” 

AIAA 2002-0470, 40
th
 AIAA Aerospace Sciences Meeting & Exhibit, 14-17 January 

2002, Reno Nevada. 



 153 

Kaneshige, Michael and Shepherd, Joseph E., Detonation Database, Explosion Dynamics 

Laboratory Report FM97-8, GALCIT, September, 1997. 

Kanury, Marty A., Introduction to Combustion Phenomena, New York, Gordon and 

Breach, Science Publishers, 1975. 

Kuo, Kenneth K., Principles of Combustion, New Jersey, John Wiley & Sons, 2005. 

Kuo, Kenneth K., Principles of Combustion, New York, John Wiley & Sons, 1986. 

Lee, J. H. S., Knystautas, R. and Guirao, C., “The Link Between Cell Size, Critical Tube 

Diameter, Initiation Energy and Detonability Limits,” Fuel-Air Explosions, Montreal, 

Quebec, University of Waterloo Press, 1982. 

Lefebvre, Arthur, Freeman, W. and Cowell, L., “Spontaneous Ignition Delay 

Characteristics of Hydrocarbon Fuel/Air Mixtures,” NASA Contractor Report 175064 

(NASA-CR-175064), Purdue University, West Lafayette IN, February 1986. 

McMillan, R.J., Shock Tube Investigation of Pressure and Ion Sensors used in Impulse 

Detonation Engine Research, AFIT/GAE/ENY/04-J07, Air Force Institute of Technology 

(AU), Wright Patterson AFB OH, March 2004. 

Miser Christen L., Pulse Detonation Engine Thrust Tube Heat Exchanger for Flash 

Vaporization and Supercritical Heating of JP-8, AFIT/GAE/ENY/05-M11, Air Force 

Institute of Technology (AU), Wright-Patterson AFB OH, March 2005. 

Owens, Zachary C. Owens and Hanson, Ronald K., “Unsteady Nozzle Design for Pulse 

Detonation Engines,” AIAA 2005-3649, 41
st
 AIAA/ASME/SAE/ASEE Joint Propulsion 

Conference & Exhibit, 10-13 July 2005, Tucson, Arizona. 

Panzenhagen, Kristin L., Detonation Branching in a PDE with Liquid Hydrocarbon Fuel, 

AFIT/GAE/ENY/04-M13, Air Force Institute of Technology (AU), Wright-Patterson 

AFB OH, March 2004. 

Schauer, F.R., Miser, C.L., Tucker, K.C., Bradley, R.P. and Hoke, J.L., “Detonation 

Initiation of Hydrocarbon-Air Mixtures in a Pulse Detonation Engine,” AIAA 2005-1343, 

43
rd
 AIAA Aerospace Sciences Meeting, January 10-13, 2005, Reno NV. 

Schultz, E. and Shepherd J., Validation of Detailed Reaction Mechanisms for Detonation 

Simulation, Explosion Dynamics Laboratory Report FM99-5, GALCIT, February 2000. 

Schultz, E., Wintenberger, E. and Shepherd J., “Investigation of Deflagration to 

Detonation Transition for Application to Pulse Detonation Engine Ignition Systems, 

California Institute of Technology,” Proceedings of the 16th JANNAF Propulsion 

Symposium, Chemical Propulsion Information Agency, 1999. 



 154 

Stuessy, W. S. and Wilson, D. R., “Influence of Nozzle Geometry on the Performance of 

a Pulse Detonation Wave Engine,” AIAA 1997-2745, AIAA/ASME/SAE/ASEE Joint 

Propulsion Conference and Exhibit, 33
rd
, Seattle WA, 6-9 July, 1997. 

Tucker, K. Colin, A Flash Vaporization System for Detonation of HydrocarbonFuels in a 

Pulse Detonation Engine, AFIT/DS/ENY/04-07, Air Force Institute of Technology (AU), 

Wright-Patterson AFB OH, September 2004. 

Turns, Stephen R., An Introduction to Combustion: Concepts and Applications, New 

York, McGraw Hill, 2000. 

Windergerden, Kees van, Bjerketvedt, Dag and Bakke, Jan Roar, “Detonations in Pipes 

and in the Open,” Christian Michelsen Research, Bergen, Norway. 

Yungster, S., “Analysis of Nozzle Effects on Pulse Detonation Engine Performance,” 

AIAA 2003-1316, 41
st
 Aerospace Sciences Meeting and Exhibit, 5-9 January 2003, Reno, 

Nevada. 



 155 

Vita 

 

 Captain Wesley R. Knick graduated from Melbourne High School in Melbourne, 

Florida.  A semi-native Floridian where he lived most of his life before entering service in 

the U.S. Air Force, he was born in Winston Salem, North Carolina.  He entered 

undergraduate studies at the University of Florida in Gainesville, Florida to study 

mechanical engineering.  After completing two successful years of undergraduate study 

he decided to enlist in the U. S. Air Force whereupon completing basic training and 

technical school at Chanute Air Force Base, Illinois he was assigned to Ellsworth Air 

Force Base South Dakota as an aerospace propulsion specialist.  After being reassigned to 

Davis-Monthan Air Force Base, Arizona he again enrolled in school at the University of 

Arizona, Tucson where he graduated with a Bachelor of Science degree in mechanical 

engineering December, 1997.  He was commissioned through the Air Force Reserve 

Officer Training Corps Detachment 020 at the University of Arizona where he was 

recognized as an Honor Graduate and nominated for a Reserve Commission in the United 

States Air Force.  His first assignment upon being commissioned was to the Air Force 

Research Laboratory, Munitions Directorate, Eglin Air Force Base, Florida.  Following 

his academics at AFIT he will be assigned to the Air Force Research Laboratory, 

Propulsion Directorate, Edwards AFB, CA.  While on assignment at Eglin Air Force Base 

he met his wonderful and loving wife and now has a young daughter.  His biggest joy in 

the world now is being a father. 

 



 156 

Standard Form 298 (Rev: 8-98) 
Prescribed by ANSI Std. Z39-18 

REPORT DOCUMENTATION PAGE 
Form Approved 
OMB No. 074-0188 

The public reporting burden for this collection of information is estimated to average 1 hour per response, including the time for reviewing instructions, searching existing data sources, 

gathering and maintaining the data needed, and completing and reviewing the collection of information.  Send comments regarding this burden estimate or any other aspect of the 

collection of information, including suggestions for reducing this burden to Department of Defense, Washington Headquarters Services, Directorate for Information Operations and Reports 

(0704-0188), 1215 Jefferson Davis Highway, Suite 1204, Arlington, VA  22202-4302.  Respondents should be aware that notwithstanding any other provision of law, no person shall be 

subject to an penalty for failing to comply with a collection of information if it does not display a currently valid OMB control number.   

PLEASE DO NOT RETURN YOUR FORM TO THE ABOVE ADDRESS. 

1. REPORT DATE (DD-MM-YYYY) 

 23 Mar 06  
2. REPORT TYPE  

Master’s Thesis     
3. DATES COVERED (From – To) 

Sep 04 – Mar 06 
5a.  CONTRACT NUMBER 

5b.  GRANT NUMBER 

 

4.  TITLE AND SUBTITLE 

 

     Characterization of Pulse Detonation Engine Performance with Varying  

    Free Stream Stagnation Pressure Levels 
 

5c.  PROGRAM ELEMENT NUMBER 

5d.  PROJECT NUMBER 

 

5e.  TASK NUMBER 

6.  AUTHOR(S) 

 

Knick, Wesley R., Captain, USAF 

5f.  WORK UNIT NUMBER 

7. PERFORMING ORGANIZATION NAMES(S) AND 

ADDRESS(S) 
    Air Force Institute of Technology 
    Graduate School of Engineering and Management (AFIT/ENY) 

  2950 Hobson Way 

     WPAFB OH 45433-7765 

8. PERFORMING ORGANIZATION 

    REPORT NUMBER 

 

     AFIT/GAE/ENY/06-M34 

10. SPONSOR/MONITOR’S 

ACRONYM(S) 

 

9.  SPONSORING/MONITORING AGENCY NAME(S) AND ADDRESS(ES) 

  AFRL/PRTC 

     Attn:  Dr. Frederick Schauer 

     1790 Loop Road                                      DSN: 785-6462 

     WPAFB OH 45433-7765                        e-mail: Frederick.schauer@wpafb.af.mil 

11.  SPONSOR/MONITOR’S 

REPORT NUMBER(S) 

12. DISTRIBUTION/AVAILABILITY STATEMENT 

              APPROVED FOR PUBLIC RELEASE; DISTRIBUTION UNLIMITED. 
 

13. SUPPLEMENTARY NOTES  
 

 
14. ABSTRACT  

A pulse detonation engine operates on the principle that a fuel-air mixture injected into a tube will ignite and undergo a 

transition from a deflagration to a detonation and exit the tube at supersonic velocities.  Studies in the field of combustion 

have shown that both ignition time and deflagration to detonation transition time can vary as a function of pressure.  It can be 

hypothesized that if ignition and deflagration to detonation transition times can be reduced by increasing the free stream 

stagnation pressure level of the tube, it would then be possible to shorten the detonation tube length and increase the cycle 

frequency resulting in a weight savings, and an increase in overall pulse detonation engine performance.  By attaching 

varying sizes of nozzle orifices to the exhaust exit of the pulse detonation tube of the pulse detonation engine to choke, or 

increase the stagnation pressure levels of the detonation tube it was shown possible to vary the internal pressure of the pulse 

detonation tube and examine the effect on the performance parameters of ignition time, and detonation wave speed, distance, 

and time.  By varying fill fraction, spark delay and equivalence ratio in addition to nozzle orifice size, a reduction in ignition 

and overall detonation time was achieved from a variation of nozzle orifice to detonation tube diameter ratios.  The effects of 

pressure in this study produced a less beneficial effect on deflagration to detonation transition time and distance. 
15. SUBJECT TERMS 

jet propulsion, detonation, deflagration, ignition, pressure 

16. SECURITY CLASSIFICATION 

OF: 

19a.  NAME OF RESPONSIBLE PERSON 

Dr. Paul I. King  
REPORT 

U 
ABSTRACT 

U 
c. THIS PAGE 

U 

17. LIMITATION OF  

     ABSTRACT 

 

UU 

18. NUMBER  

      OF 

      PAGES 

172 
19b.  TELEPHONE NUMBER (Include area code) 

(937) 255-6565, ext 4628; e-mail:  

paul.king@afit.edu 


