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SUMMARY

The lateral stability and control characteristics were investigated
on the Convair YF-102 airplane during flights of the National Advisory
Cormittee for Aeronautics research program. The investigation included
gradually increasing sideslips, rudder-fixed aileron rolls, rudder pulses,
and trim runs at altitudes of 25,000 and 40,000 feet over the test Mach
number range. A few wind-up turns were performed at an altitude of
50,000 feet to investigate directional stability at high 1ifts.

The lateral handling characteristics appeared satisfactory when
viewed in terms of gradually increasing sideslips. A large directional
trim change was encountered at all altitudes at a Mach number of approx-
imately 0.95 and a directional divergence was encountered at high 1lifts
(angle of attack approximately 20°). The lateral dynamic stebility
characteristics were generally unsatisfactory but more tolerable at the
higher speeds. Violent inertial coupling was encountered during aileron
rolls at a Mach number of 0.T4; however, no difficulty was encountered
when observing the restriction of rate of roll of 100° per second and
angle of bank of 100°.

INTRODUCTION

The YF-102 airplane was designed as a high-performance, all-weather
interceptor, and is currently undergoing flight evaluation of handling
qualities at the NACA High-Speed Flight Station at Edwards, Calif.

The first pcrtion of the flight program was carried out with the
original symmetrical wing configuration; however, to improve the drag
characteristics of the airplane, the wing leading edge was cambered and
the wing trailing edge (outboard of the elevons) was reflexed up 109,
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Only a small amount of lateral stability and control data was obtained
with the symmetrical wing configuration; therefore, only the cambered-
reflexed wing configuration data are shown in this paper. These tests
were carried out at altitudes ranging from 20,000 to 50,000 feet over
the Mach number range from O.44 to 1.17. Violent inertial coupling
encountered during this investigation is reported in reference 1.

The flights included in this investigation were performed from
November 1954 to October 1955.

SYMBOLS
an normal acceleration factor, g units
at transverse acceleration factor, g units
b wing span, ft
& rolling-moment coefficient, ROllinggmoment
EpV Sb
. S Wan
Cy airplane normal-force coefficient, ———
A 1 2
Cn yawing-moment coefficient, Yawing moment
—pVESb
2
Cy lateral-force coefficient, Lateialgforce
V=S
75
L reciprocal of cycles to damp to one-half amplitude
C1/2
c mean aerodynamic chord, ft
Fg lateral stick force, 1b
15 longitudinal stick force, 1b
Fr rudder force, 1b
g acceleration due to gravity, ft/sec?

hp pressure altitude, ft
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ge K3

el ]

(o)

moment of inertia about longitudinal body axis, slug—ft2

moment of inertia of rotating engine parts about X-body axis,
slug-ft2

moment of inertia sbout lateral body axis, slug—ft2
moment of inertia about normal body axis, slug-ft2
product of inertia referred to X- and Z-axis, slug—ft2

Mach number

period, sec

rolling angular velocity, radians/sec
rolling angular acceleration, radians/sec2
average rolling velocity, radians/sec
pitching angular velocity, radians/sec
pitching angular acceleration, radians/sec2
yawing angular velocity, radians/sec
yawing angular acceleration, radians/sec2
wing area, 2

time to damp to one-half amplitude, sec

time, sec

time to bank to 90°, sec

true velocity, ft/sec

equivalent velocity, V o, ft/sec

indicated velocity, mph

equivalent side velocity, ===, ft/sec

BV,
57.5’
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airplane weight, 1b

wing-tip helix angle, radians

variation of wing-tip helix angle with lateral control angle,
per deg

variation of transverse acceleration factor with angle of
sideslip, g/deg

variation of lateral stick force with angle of sideslip, lb/deg

variation of rudder force with angle of sideslip, lb/deg

variation of lateral control angle with angle of sideslip

variation of rudder control angle with angle of sideslip

variation of rolling-moment coefficient with aileron deflec-
tion, per radian

variation of rolling-moment coefficient with rudder deflection,
per radian

variation of yawing-moment coefficient with aileron deflection,
per radian

variation of yawing-moment coefficient with rudder deflection,
per radian

variation of rolling-moment coefficient with angle of side-
dac

slip, ap )

per radian

variation of yawing-moment coefficlent with angle of side-

C
1 per radian

slip, EB_-
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variation of lateral-force coefficient with angle of side-
dac

EE" per radian

slip,

angle of attack, deg
angle of sideslip, deg

lateral control angle, © - B,y right roll positive, deg
i i s

Bar i+ B¢
longitudinal control angle, -J-—eﬂ, deg

rudder control angle, deg

lateral stick position, in.
longitudinal stick position, in.

left rudder pedal position, in.

angle of pitch relative to flight-path direction, radians

density, slugs/cu ft

alr density ratio, él
o)

bank angle, deg
angle of yaw relative to flight-path direction, radians

rotational velocity of engine rotor, radians/sec

nondimensional undamped natural frequency in pitch of non-
rolling aircraft (ratio of pitching frequency to steady
rolling frequency)

nondimensional undamped natural frequency in yaw of nonrolling
aircraft
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Subscripts:

L left

R right

0] standard sea-level conditions

ATRPLANE

The test airplane is illustrated by the three-view drawing of fig-
ure 1 and the photographs of figure 2. Physical characteristics are
presented in taeble I. The airplane is a semitailless, delta-wing con-
figuration having 60° leading-edge sweepback of the wing and vertical
stabilizer. The wing configuration embodies a 6.3 percent conical cam-
ber leading edge, 10° reflexed tips, and wing fences located at 57 and
67 percent of the wing semispan.

The airplane is equipped with conventional flap-type control sur-
faces which are actuated by an irreversible hydraulic power control sys-
tem that is integrated with the stick and rudder pedals through an arti-
ficial feel system. The lateral control forces are provided by a simple
mechanical spring so that the stick force is a constant function of stick
displacement. The rudder forces are provided through a combination of
mechanical spring and "g-feel" mechanism.

No pitch or yaw dampers were installed on the airplane during this
investigation.

INSTRUMENTATION AND ACCURACY

The airplane was instrumented to record the following quantities
pertinent to the stability and control investigation and all instruments
were correlated by a common timer:

Airspeed and altitude

Angle of attack and sideslip

Normal and transverse acceleration

Pitch, roll, and yawing velocities and accelerations
Control stick and rudder pedal positions

Elevator, aileron, and rudder positions

Elevator, aileron, and rudder control forces
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The airspeed head, angle-of-attack vane, and angle-of-sideslip vane
are mounted on a boom extending forward of the fuselage nose. The static
pressure and total pressure orifices on the airspeed head are located at
points 79 inches and 87 inches, respectively, ahead of the fuselage zero
station. The airspeed installation was calibrated by the standard radar
phototheodolite method and the Mach number is estimated to be accurate
to $0.01. The angle-of-attack and angle-of-sideslip vanes are located
approximately 64 inches forward of the fuselage zero station. The indi-
cated angle-of-attack reading was corrected for errors introduced by
boom bending and pitching velocity, but no attempt was made to correct
the errors resulting from vane floating or upwash. Corrections to the
measured sideslip angles for errors resulting from rolling and yawing
velocities are small and have been disregarded.

The airplane weight was determined from the pilot's reading of the
fuel quantity gage at the beginning of each maneuver and is estimated to
be accurate to 100 pounds.

TESTS

Gradually increasing sideslips, rudder-fixed aileron rolls, rudder
pulses, and trim runs were performed at 25,000 and 40,000 feet over the
test Mach number range. During the initial roll investigation, violent
inertial coupling was encountered, as reported in reference 1, and sub-
sequent rolling maneuvers were restricted to a rate of roll of 100° per
second and an angle of bank of 100°. A few wind-up turns were performed
at an altitude of 50,000 feet to investigate the directional divergence
predicted by tunnel tests at the higher angles of attack. It was nec-
essary to go to the higher altitude to develop the higher lift coeffi-
cient without exceeding the normal acceleration limitation of 3.Tg.

Only cambered-reflexed configuration data are presented in this
paper since most of the information was obtgined with this configuration.

The center of gravity for these tests varied between 28.2 and
29.0 percent of the mean aerodynamic chord.

RESULTS AND DISCUSSION

Static Stability Characteristics

Sideslip characteristics.- A summary of the sideslip characteristics
is presented in figures 3 and 4. Figure 3 shows representative basic
plots of the variation of longitudinal, lateral, and directional control
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angles; transverse acceleration; and lateral and directional force as a
function of sideslip angle for three Mach numbers at an altitude of

40,000 feet. Figure 4 summarizes all sideslip data at altitudes of

25,000 and 40,000 feet over the test Mach number range with the XF-92A air-
plane data (ref. 2) added for comparison. Sideslips on the YF-102 airplane
were limited to about 5° but, within this range, the basic plots of fig-
ure 3 show the pitching moment resulting from sideslip is small and the
variation of rudder control angle and lateral control angle with side-

slip is linear. In the summary presentation of figure 4, for comparable

da
altitudes, the variation of transverse acceleration with sideslip EEE
for the YF-102 airplane is of the order of two-thirds that of the
XF-92A airplane. The pilots commented that the sideslip characteristics
were satisfactory and that the transverse acceleration was not excessive.

Determination of static derivatives.- Figure 5 presents the varia-
tion with Mach number of the static derivatives C3. , C3s » Cps >
Ba Op Oa

and Cng which were used to obtain the effective dihedral parameter Cy
r

and the directional stability parameter Cp presented in figure G-

These derivatives and the lateral force parameter CYB (fig. 6) were

determined according to the method outlined in the appendix for the test
altitude of 40,000 feet. The sideslip parameters of figure 6 substantiate
dd, ddgy dat

T B and 7z~ presented in figure k4.

the variations of
Directional trim.- The YF-102 airplane experiences a severe direc-
tional trim change at all altitudes at a Mach number of about 0.95.
Figure 7 presents the rudder trim variation with Mach number at an alti-
tude of 40,000 feet where rudder deflection of 4° and rudder force of
100 pounds is required to maintain a sideslip angle of zero. This abrupt
directional trim change is excessive, making precise control of the air-
plane difficult in this speed range.

Divergence at high lift.- Several wind-up turns were performed with
the YF-102 airplane at an altitude of 50,000 feet to study the high 1lift
directional stability characteristics without exceeding the 1limit load
factor of 3.7g. One of these turns to maximum CNA (fig. 8) exceeded

an angle of attack of 20° and the airplane diverged in sideslip to 16%
before recovery could be effected. Additional turns have been performed
at 50,000 feet to investigate this divergence further; however, buffeting
has generally limited these turns to 18° in angle of attack. Two of
these turns did exceed 180, however, and the beginning of a directional
divergence was indicated. It would seem, then, that a directional diver-
gence might be anticipated whenever the angle of attack exceeds 209,
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Too few divergences were encountered to obtain reasonably accurate pilot
comments on the maneuver; however, with the low pitch rate in the one
maneuver where divergence was attained, the pilot felt he could control
the divergence by decreasing the angle of attack before extreme values
of sideslip were reached.

Dynamic Characteristics

Period and damping.- The period and damping as a function of Mach
number and the reciprocal of the cycles to damp to one-half amplitude

plotted against é% for comparison with the Specification of reference 5

are presented in figure 9. Inspection of figure 9(a) reveals that P
and Tl/2 vary as might be expected. The Specification states that the

damping of the lateral-directional oscillation shall be such that the
damping parameter %i - has a value greater than that shown by the
curve of figure 9(b). Figure 9(b) shows that the YF-102 in comparison
with the Specification varies from unsatisfactory at the low speeds to
marginally satisfactory at the high speeds. The pilots felt the lateral
period and damping characteristics obtained from rudder pulses were gen-
erally unsatisfactory but more tolerable at the higher speeds. This is
pointed out in figure 9(b) which shows the pilot's rating of each pulse.
The pilots considered the roll-to-yaw (effective dihedral) to be cbjec-
tionably high over most of the speed range covered in the tests, with
the airplane being very sensitive in roll. Also shown in figure 9, for
comparison, are XF-92A data for an altitude of 30,000 feet.

Residual oscillations.- Residual oscillations have been encountered
at all speeds and altitudes with the YF-102 airplane. These oscillabtions
are not severe enough to restrict the maneuvering capabilities of the
alrplane, but the pilots felt the oscillation would make the execution
of precision maneuvers (tracking runs, for example) extremely difficult.
Figure 10 presents time histories of two such runs at low speed at an
altitude of approximately 20,000 feet.

Rolling Characteristics

Landing configuration.- Reference 3 states that at low speed the

D
average gv shall equal 0.05 for the first 30° of bank. Figure 11 pre-

sents a time history of a low-speed aileron roll with gear down where
the average g% equaled 0.036 at a bank angle of 300 showing that the
YF-102 airplane will not meet the low-speed roll requirements of the
Military Specification. The pilots, however, reported the low-speed
rolling characteristics of the YF-102 airplane to be satisfactory.
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Clean configuration.- Figure l2(a) presents the variation of wing-
tip helix angle with lateral control angle for the higher speeds and
shows that this variation is linear over the range of control deflections

tested. Figure 12(b) presents the variation of g%/&a with Mach number

and the time to bank to 90o for one-quarter and one-half control deflec-
tion. Figure 12(b) indicates that the YF-102 airplane, for one-half

control deflection, would not meet the Military Specification of %% = 0.09

or 1 second to reach an angle of bank of 100°. AL higher control deflec-
tions, it appears the YF-102 would meet the reguirements; however, the
airplane is presently limited to 100° per second rate of roll and 100°
of bank because of violent inertial coupling that has been encountered.

Roll coupling.- Figure 13(a) is a time history of an aileron roll
executed at an altitude of 39,000 feet at M = 0.T4 1in which violent
coupling was encountered. The sideslip angle increased to 30° and the
normal acceleration exceeded the range of the instrument at -2.6g in
this maneuver. After this maneuver, the airplane was restricted to 100°
per second rate of roll and 100° angle of bank by the manufacturer. A
more complete discussion of this maneuver is found in reference 1. Fig-
ure 13(b) presents two representative time histories of restricted rolls
at M =0.85 and M = 1.15, showing that no excessive amplitudes in
angle of attack or sideslip were encountered in observing this limita-
tion. Additional maneuvers were performed observing the roll limitation
where the airplane was rolled from wings level to a bank angle of h5o,
then from 45° angle of bank in one direction to 45° angle of bank in
the opposite direction. The pilots commented that, for these conditions,
the lateral control characteristics appeared satisfactory.

Figure 14(a) is a summary of the transonic speed rolls performed
at 40,000 feet where the unrestricted rolls that were performed prior to
the violent coupling maneuver of figure 13(a) are indicated by solid
symbols. This summary plot shows that no appreciable changes in sideslip
angle or angle of attack occurred with the restriction of 100° per second
rate of roll and 100° angle of bank placed on the airplane, as evidenced
by the envelope around the AR and Ao values. Conversely, the unre-
stricted rolls show considerably larger changes in AR and Ax, partic-
ularly at the lower speeds. The violent maneuver of figure 15(a)" 18
shown in figure 14(a) where the sideslip angle increased to 30° and the
angle of attack exceeded a 19° variation from trim. Figure 14(b) pre-
sents the low-speed characteristics, gear up and gear down, with the
restriction and extends the restricted roll data of figure li(a) in that
no appreciable changes in sideslip angle or angle of attack were encoun-
tered. The recovery values of AR and Ao were generally smaller than
the initial values and, for clarity, are omitted from the figure.
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Most of the aileron roll data were obtained with the restriction
of 100° per second rate of roll and 100° angle of bank in which no vio-
lent inertial coupling was anticipated or encountered. There are many
factors that influence the severity of roll coupling; however, as pointed
out in reference 4, plots of the type presented in figures 15 and 16 can
be used as a guide in determining flight conditions where serious roll
coupling might be expected in 360° rolls. Figure 15 presents a roll
stability plot of the type discussed in reference 4 for the YF-102 air-
plane at three Mach numbers. It is evident that at all Mach numbers the
proportioning of longitudinal to directional stability is such that the
initial coupled motion would be primarily a sideslip excursion. Further—
more, this stability proportioning becomes less desirable as Mach number
increases. The roll rates at which the lines of figure 15 cross the
vertical boundary were shown in reference 4 to correlate fairly well
with the average roll rate at which peak coupling effects were obtained
in 360° roll calculations. This roll velocity, termed "lower resonant
frequency," has been plotted in the flight envelope of figure 16. Also
shown in this figure is the approximate maximum average roll rate attain-
able in 1 g flight. Thus it is seen that roll rates at which serious
coupling effects might be obtained are possible throughout most of the
test Mach number range for this airplane. As a matter of interest, the
flight condition of figure 13(a) is plotted in figure 16. The roll rate
of -1.55 radians per second at which peak coupling effects might be
expected, correlated rather well with the average roll rate obtained from
figure 13(a) (1.57 radians/sec to control reversal).

CONCLUSIONS

Results obtained from the lateral stability and control investiga-
tion performed on the YF-102 airplane indicate the following conclusions:

1. The static lateral stability characteristics, as measured in
sideslip, appear satisfactory. There is adequate rudder power over the
entire speed range.

2. A large directional trim change was encountered at a Mach number
of approximately 0.95 at all altitudes.

3. A directional divergence was encountered in wind-up turns where
the angle of attack exceeded 20°.

L. The pilots felt that the dynamic characteristics, as measured
in rudder pulses, were generally unsatisfactory but more tolersble at
the higher speeds.
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5. Although the airplane did not meet the Military Specification
for the landing configuration, the pilots reported the low-speed rolling
characteristics to be satisfactory. Violent inertial coupling was P
encountered in an aileron roll at a Mach number of 0.T4; however, no
difficulty was encountered when observing the restriction of rate of roll
of 100° per second and angle of bank of 100°.

High-Speed Flight Station,
National Advisory Committee for Aeronautics,
Edwards, Calif., June 25, 1956.
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APPENDIX

The variation of the effective dihedral parameter ClB, the direc-

tional stability parameter CnB, and the lateral-force parameter CYB

were determined for the YF-102 airplane from the following equations
dCy\ [ddg dc;\ /dd,
Cl —' - + (l)
B ddg /\dB dd,/\dB
% dCp) [ddy dcp | /as,
i L<d6r> (dﬁ> i (dﬁa) <d‘3 %
J

w(ldaﬂ)
_ "\iap| v

Cy =
Y
B %QVZS

The basic r and ﬁ equations of motion about the body axis are

2
D = 2 qr + Xz T+ 1xz pa + &P [ oE 2y Pl By i B p +
= | (e (R ] e o *—
2 2
ASb ASb ASb g
ADD 7 Adb ASb” L
Ix - Iy Ixz Ixz Ix ®e ASD o o 2
r = Pg + — p - — AT + q + + T+
Iy ik 7, Ly 7, nar = 2Vlz By
ASb2 ASb ASb2 :
+ == C + @ + By 1o
2 A ngP 2VIy, ngP I; Tdg 2 (5)
where
L D
A §pV

If the accelerations are considered before the angular velocities
and displacements reach appreciable values, and if the other second
order effects are neglected, equations (4) and (5) reduce to
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C ASb ASb
p==—C Og + =— C Or (6)
Ix 7'5a Ik 151"
- ASb ASb Ixz -
r = i Cnarsr + ——IZ Cnﬁaaa + _IZ P (7)

The variation of rolling- and yawing-moment coefficient with respect
to aileron and rudder deflection was determined by using equations (6)
and (7) from the initial phase of rudder pulses and rudder-fixed aileron
rolls as follows

ac,  IxAp

=5 NSy from rudder-fixed aileron rolls (8)
ddg, §pVESb
ac I AD
L % Ad, from rudder pulses (9)
dor  Lov2sp
2
I Ar
4Cn T 2 AB,. from rudder pulses (10)
dd, —pV2Sb
2
dac I . il .
déz = ASbiSa {Ar - fﬁz Ap} from rudder-fixed aileron rolls (11)

The following plots show representative magnitudes of r and ﬁ
and times considered in analyzing the rudder-fixed aileron rolls and
rudder pulses.

In determining CYB, the control-fixed portion of the rudder pulses

was used to determine the variation of transverse acceleration with
sideslip angle.
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Typical Rudder-Fixed Aileron Roll and Rudder Pulse Used
in Determini c c
ng 158: 151.’ cnsa; and Cn5r

hp = 40,000 feet

Aileron roll Rudder pulse
M = 0.70 M = 0.70
2 — Tires read Times read
Right P/ .2 g
Right ]
/
p, radians/sec OJ \/ p, radians/sec 0 —
2 2 J
5 S0t
Right //\ Right J j
p, radians/sece O JVA p, radians/sec2 O s \V/‘
> .
24
8 1 3
Right | Right
5, deg 0 g, deg 0 v,
8 -L 8
4 q k 5
Right Right |
B, dey 0 > B, deg 0
0 B
L - L J
o2 «10
Right | Right l
) 0 r, radians/sec 0 e
r, radians/sec ) \/ J
w2 .10
W4 2
fitght 1 Right ] ~
r, radians/sec? 0 WA r, radians/sec? OJ V
3 s
o .2
T T T 1 T T T T
0 1 2 3 I 0 1 2 3

t, sec t, sec
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TABLE I
PHYSICAL CHARACTERISTICS OF THE TEST ATRPLANE

Wing:

e roill section e e e s T S e AT e R A = NACA 0004-65 (modified)
Totalarea,sqft...........,......................,.. 695.05
Span REL e T E T R I R R e e 38.19
Mean aserodynamic chord, £t « « o o o o o o @ e e e e e e e e e e s 00 o el la o o 25.T5
Rt oo Tl R R R AR R R R e e 35.63
| cheras oo NSRRI R R AR R e e 0.81
Taperratio........................................ 0.023
Aspectratio....................................... 2.08
Sweep at leading edge, deg e o o I R e R s e el e B 6006"
Incidence,deg.................................. i th e 0
Dihedral, deg « « « + « o o =« . . 3 0
Conical camber (leading edge), percent chord . . o o o« o o o e e e 6.3
Geometric Twist, dEE « o o o o o o o o 4 oo e e eee e e e s e s e 00 0 s S .« .. 0
Inboard fence, percent wing semispan . « o = ¢ o« e 0 e e e s 0T Sl it GG GO 37
Outboard fence, percent Wing SEMISDED o « o « = = o ¢ o o o o s s e s e e e s 67
Tipreflex,deg...................................... 10

« o o o

Elevons:
Area (total, rearward of hinge 14ne)5 80 B el s i ebel el Sl e e N e e R e 6T-T1
Ao b S G0 800 Do 00 0M0 0000000 C 0D 0LE e 0N CaNEY 13.26
Root chord (rearward of hinge line, parallel to fuselage center 1ne ) B e el oie ol 3.15
Tip chord (rearward of hinge Time), b e el ool R R R e R e e 2.03
Elevator travel, deg:
Up.............................,............. 5%)
Down.......................................... 20
Aileronltravell totalnl Geg ke iiote ol ool e S eI e el Bl A e R sl 20
Operation.........................................Bydraulic

Vertical tail:

Airfoilsection................................NACAooou-ss(modified)
Aren (sbove station 33), 8Q FE o o o o o e o s et e e e e e oo e e e 00l s 68.33
Sweep at leading edge, GEE + « = « o o o o ot oe s ososeos e sose e e e s e 60
Height sbove fuselage center line, ft s o o vlie & 1.4

.
.
.

Rudder:

Area (rearward of hinge line), sq ft . oG Sl S SRR S G RO O 10.47

Spa.n,ft......................................... 5.63
Root chord (rearward of hinge 1ine), TH « o ¢ + o o o o o o o e o e e oo oe e e e 0 e 2.10
Tipchord(rearwardofhingeline),ft N 6 000 Om oS oo G oo oY 000 oD 1.61
Travel,deg........................................ 125
ODEration o o) o = = =i eiisl sl aieiteiliahalishalwieiie S eie e e e e SolEE Sl . e « s« o « o o Hydraulic
Fuselage:

e P G0 D B 90000 000006000000 0000050000800C00000¢ 52.4
Wettninl ddameter, ool i e RS T B e e R R e R e e e 6.5

Power plant:

Engine « « ¢ o o o o o o o o o o0 0o 000
Rating:
Static thrust at sea level, 1b o o o o o o o o ¢ o o o o e o o = 000 s e e 0 0000 9,700
Static thrust at sea level, afterburmer, 1b . . . « ¢ o o o o o o o o oo oo o0 e 14,800

afterburner

7
&
o
2o
5
P
o
B
)
<
[
Ul
=
0
e}
|
o
=
g
o
2
[}
o
b
o
B

Weight:

Tty Wwelghit, AbI o AR R N R S TR R s e e s Rl 21,235
Total weight (1,010 gal fuel), bl o o o ol ol ellc el el eiial ol i@ of ol el isliel ol e el el e e e el 27,800
Center-of-gravity location, percent c:
Emptyweight......................,................ 25.6
Totalivelpht i RER R SR ORI R NG R R G R R A e el e 29.8

Moments of inertia (for 24,000-1b gross weight):
Ix,slug-ft2 13,200

T STEEaR) S 5t o s 5 s e w aLA e R B G S s el et s 106,000

T (BTHGSFED o i e e e R e G s e 114,600
T HAIBEE TR o o o el gt el B G SR S 3,540

Inclination of principal axis below reference axis at nose, g « « « + o o o s s e e e e oo 2
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288"

4030"

2160"

1736" 2404"

4583"
(actual)

Figure 1.- Three-view drawing of YF-102 airplane.




Figure 2.- Photographs of the YF-102 airplane with cambered wing.
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(a) M= 0.71; by = 40,100 feet; Cy, = 0.265; a = 8.4°.
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