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REPORT No. 118.

THE PRESSURE DISTRIBUTION OVER THE HORIZONTAL TAIL
SURFACES OF AN AIRPLANE.

By F. H. Norrox.

UNIFORM FREE FLIGHT.
'SUMMARY.

This work was undertaken by the National Advisory Committee for Aeronautics at the
request of the Bureau of Construction and Repair of the United States Navy in order to determine
as completely as possible the distribution of pressure over the horizontal tail surfaces of an
airplane, and to analyze the relation of this pressure to the structural loads and the longitudinal
stability. The investigation is divided into three parts, of which this is the first. This part is
for the purpose of determining the pressure distribution over two horizontal tail surfaces in
uniform free flicht; the second part to conduct tests of similar tail planes in the wind tunnel;
and the third part to determine the pressure distribution on the horizontal tail surfaces during
accelerated flight on the full-sized airplane.

The general method used in this part of the investigation consists in determining the
separate pressures at a large number of points on the tail surfaces of a JN4H airplane, by con-
necting small holes, opening on the tail surface, to the tubes of a multiple liquid manometer,
which simultaneously measures the total number of pressures on one-half of the tail surface.
The pressures are recorded by photographing the multiple manometer with an automatic
camera which takes an exposure at each condition of air and engine speeds.

These tests in uniform free flicht gave the following results:

1. Under no condition did the average tail load exceed 2.3 pounds per square foot.

. The highest local load on the tail of the JN4H was 11 pounds per square foot.

. The highest local load on the special tail was 25 pounds per square foot.

The torque exerted by the tail about the X-axis ranged from 41,200 inch-pounds
(in the direction of the propeller rotation) to — 1,600 inch-pounds.

. The sealing of the crack between the elevator and tail plane has no appreciable effect

on the distribution of pressure.

6. The inversion of the standard tail plane (flat surface up) gives a more uniform
distribution of pressure as well as improving the stability.

The airplane was very stable with the special tail of high aspect ratio even with a
center of gravity coefficient of 0.37.

8. The center of pressure travel on the wings, as determined by the integrated tail load,

is farther forward than on the corresponding model.
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INTRGDUCTION.
PREVIOUS WORK.

There has been comparatively little previous work done on the pressure distribution on
the horizontal tail surfaces, either in free flight or on models. Perhaps the most notable work
is that done by the British on the tail plane of a DH4, but unfortunately the pilot and observer
were killed before the work was more than half completed, so that only the left half of the tail
plane was explored. Some work has also been done by the Germans on this subject, but they
have limited themselves to a few points, so that their results are not at all complete.

SCOPE OF PRESENT INVESTIGATION.
This part of the investigation includes the complete study of the pressure distribution
over two horizontal tail surfaces, one a standard JN4H tail plane, and the other of special

construction, which was thicker and with a plan form of higher aspect ratio. The pressures
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were recorded at flight speeds of 45 miles per hour to 100 miles per hour, and at engine speeds
of 600, 900, 1,200, and 1,400 revolutions per minute, in order to get all of the conditions that
would occur in flight. At the same time various modifications were made in the airplane,
such as moving the position of the center of gravity horizontally, and varying the tail plane
in angle, section, and plan form. The number of holes on the tail were so numerous (over 200)
that the total pressure on the tail under any conditions could be obtained very accurately by
integration of the pressure distribution curve. The results are plotted in a large variety of ways
in order to bring out as clearly as possible the exact distribution of pressure.

REFERENCES. .
Below are given the references to the most important investigations on this subject:

Distribution of the Pressure over the Tail Plane of a DH4 Airplane. R. & M., No. 552, British Advisory Committee
for Aeronautics. y :

Stabilizer and Elevator Pressure Distribution. Report of the Experimental Department, Airplane Engineering
Division, U. 8. A., December, 1918. Work conducted at M. I. T.

Flosendruckmessungen, Technische Berichte, October 15, 1915.
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.APPARATUS AND METHODS.
TAIL SURFACES.

The location of the holes in the standard JN tail surface is shown in figure 1 and it is
clearly seen that the holes are spaced closely enough to give a very accurate representation
of the actual pressure distribution. As this tail was a standard one, it was unfortunately
impossible to place the holes in regular rows along the span, necessitating a considerable
amount of extra computation. In another test it would be considered advisable to rebuild
the ribs, if necessary, in order to obtain an even spacing. The total number of holes on the
right-hand side of the tail of both upper and lower surface were connected to the multiple
manometer so that simultaneous readings were taken on all of these holes. .As soon as the
tests were completed on the right-hand half of the tail plane the tubes were removed and
placed in the left-hand half and the tests were repeated. Figure 2 shows the layout of the special
tail plane which was constructed at the Naval Aircraft Factory. Pressure tubes were attached
to both right and left sides of this tail plane, but only one side could be connected to the
manometer at a time, as with the other tail. As this tail plane with its tubes was 50 pounds
heavier than the standard tail surface, it was necessary to place a considerable amount of lead
in the nose of the airplane in order that it might balance in flight, and although it was designed
with sufficient strength without external bracing, the usual tail struts and wires were attached
as an extra precaution.

In figure 3 is shown the method of connecting the rubber tubes to the pressure holes. A
thin brass strip was run along the cap of each rib and the pressure tubes were soldered into this
strip of brass; after running through the cap, strip of the rib they were connected onto the
corresponding rubber tubes. The tubes running to the elevator were carried through rein-
forced holes at the hinge spars and run through the tail plane to the fuselage with those which
were connected to the holes in the tail plane, as clearly shown in figure 4. After the tubes were
placed, the tail was covered, care being taken to see that none of the tubes were kinked or
that none of them were pierced by the needle when sewing on the fabric. After the fabric had
been doped and varnished, the cloth was carefully cut through above each pressure hole so
that a clean sharp edge resulted. The tail plane was then placed on the airplane and the tubes
run through the fuselage to the manometer as shown in figure 5, great care being taken that
none of them was restricted in any way.
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F1G. 4.—Tail plane with tubes in place, before covering.

F16. 6.—Multiple manometer with 112 tubes.

Fi1G. 8.—Mounting of manometer in the fuselage.
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MANOMETER.

The multiple manometer, as shown in figure 6, consists essentially of two end reservoirs
connected by a central brass tube out of which rise 112 one-eighth-inch glass tubes, each of
their upper ends being connected to a hole in the tail plane. The top of the reservoir and the two
end glass tubes are all connected to a static head on the wing strut as shown in figure 7, as it
was found that the static pressure in the cockpit was quite different from the true static pres-
sure of the air. In order to make the instrument as compact as possible the glass tubes were
cemented into the reservoir at the lower end with plaster of Paris and beeswax. It was found
impossible to prevent a slight leakage, but this was so small that it did not cause great incon-
venience in the work, and this leakage could evidently be stopped by using some alcohol-proof
cement. Tt was unfortunately impossible to obtain small, thin-walled glass tubing of enough
uniformity of bore to avoid the necessity of making capillary corrections, and as these correc-
tions entail a considerable amount of labor in the computation, every effort should be made
to obtain tubes of uniform bore for use in future instruments of this type.

The manometer was mounted in a wooden case for protection and a piece of opal glass was
placed immediately behind the tubes in order to give an evenly illuminated background against
which to photograph. The top of each glass tube was connected by a short rubber tube to a
brass connection plate on the top of the wooden case so that all subsequent connections could be
made without danger of breaking the glass tubes. The wooden case was mounted in the air-
plane on the seat rails and pieces of sponge rubber were placed beneath the instrument in order
to prevent excessive vibrations from reaching the istrument; however, the mounting was
rigid enough so that only very slight relative motions would be allowed. It was found that a
fair illumination could be obtained through the fabric of the fuselage, which gave a very even
and subdued light, but in future tests it would be advisable to put translucent celluloid win-
dows in the sides of the fuselage. A photograph of the installation of the gauge was taken
(fig. 8) by cutting away a portion of the fabric of the fuselage.

CAMERA.

In order to obtain a reading at all pressures simultaneously the multiple manometer was
photographed by an automatic camera installed on the seat rail in the fuselage just aft of the
pilot’s seat. As the space was very restricted it was necessary to use a wide-angle lens, but as
this lens was of a high quality the distortion was quite negligible. The camera is shown in figure
9, and consists of a light-tight box containing two large diameter film rolls so that the movement
of the film would not appreciably change the diameter of the spools and so change the spacing
of the pictures.. The spool initially containing the film has attached to it a friction brake, so
that at all times the film is kept tight; the other spool contains a large diameter windlass around
which is initially wound a cord which runs through pulleys to a smaller windlass at the pilot’s
seat, one turn of which will move the film along sufficiently for one exposure. In the same way
the shutter is connected by wires to a trigger located conveniently for the pilot, so that by a
single operation of the trigger the shutter will automatically give a one-second exposure and
set itself for the next. A 10-foot length of 3-inch panoramic film was used, and this was suffi-
cient for taking the 22 exposures which completed one run. The mounting of this camera is
shown in figure 10.

An exposure of one second was taken in order to give an average reading of each pressure
to eliminate the effect of the small oscillations; however, observations and the extreme sharpness
of the photographs indicate that the height of the liquid in each tube was very nearly constant.
Every tenth tube was painted with a black spot in order to facilitate the measuring of the tubes,
and a scale was placed at the center of the gauge in order that the true magnification could be
measured when the film was placed in the projection lantern. A section of one of the records is
shown in figure 11. It was found necessary in order to secure satisfactory pictures to color the
alcohol red and there was some difficulty in finding a coloring matter which would not be oxi-
dized by the denatured alcohol which was used, but finally an analine dye was found which
would satisfactorily retain its color.
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Lens aond shuffer:

F1G. 11.—Actual size of record taken by camera.

F1G. 10.—Mounting of automatic camera in airplane.
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All of the runs were made at an altitude corresponding to a density of 0.9 in the following
| manner: At the start of each flight the altimeter zero was set by the reading of a mercurial
barometer so that the desired density would come at a reading of just 3,000 feet. Before each
exposure the airplane was climbed considerably above the given height and the exposure was
made as the airplane reached the 3,000-foot level, having previously attained a steady condition
of flight. In the computations this factor 0.9 does not enter in, as the air speed was not cor-
rected for density, for the same density effect will obviously apply to the air-speed reading as to
the surface pressures. There is one exception, however—the effect of the slip stream—which
will be a function of the density, and it was for this reason that all the tests were made at a con-
stant density.

METHODS OF READING FILMS AND COMPUTATIONS.

As it was very tiring to read the height of the menisci from the photographic record with a
magnifying glass, it was thought best to place the negatives in a projection lantern and throw the
image onto a screen at a certain definite magnification. In this way the height of the liquid
could be measured with a large scale very quickly and conveniently, using as zero a line scratched
across the film between the menisci of the two static tubes. It was also necessary to determine
the capillary correction in the same manner, and these corrections were in every case subtracted
from the readings. The head of alcohol thus determined was then corrected by multiplying it
by factors for the density of the alcohol and the inclination of the tubes due to the longitudinal
position of the airplane in flight. v
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The longitudinal angle of the airplane was determined for each flight speed with a liquid
inclinometer, and the results are shown in figure 12. It will be noticed that the angle is only
19°in a 100-mile-an-hour dive, and this would ordinarily be called a steep dive, for the angle
is always overestimated in such conditions. The head of alcohol as read was then multiplied
by the cosine of the angle of inclination of the tubes from the vertical.

METHODS OF PLOTTING AND INTEGRATION.

The values in true head of water were then plotted along each row of holes in the direction
of the air flow, the upper and lower surface using the same base line, so that the planimetered
area between them represents the total pressure along that section. A few of these curves are
shown in figures 36 to 79. Because of the irregularity of the holes occasioned by structural
considerations, it was necessary to cross fair these preliminary curves, thus obtaining pressure
sections at right angles to the air flow. These curves are shown in figures 80 to 122, and give
the sum of the air forces on upper and lower surfaces. These curves are sections of a solid
representing the total load on the tail, and are revolved about their respective base lines into
the plane of the tail, so that in the figures an area on the forward (leading edge) side of the base
line will represent an upward or positive load. The area under each of these curves was found
by planimetering, and by using the values thus obtained as ordinates for a curve drawn parallel
with the air flow; the total pressure on the tail is represented by the area under this second
curve. The point of action of this pressure was found in each case by integrating this area
about the hinge with a mechanical integrator. These curves are shown in figures 123 to 242.

In each figure two vectors are shown, one, marked T, representing the center of pressure of
the complete tail surface, and the other, marked E, representing the center of pressure on the
elevator alone. Ineach case the vectors are shown to scale (in position, but not in magnitude),
except where they are off of the paper, but the distance of the vector from the hinge is given
each time in inches. In the curves representing the total pressure parallel to the leading edge
the same system of vectors is used, except that they represent in all cases the force on the com-
plete half of the tail; and the moment of that half about the center line is given in addition to
the distance from the center line. The force on the elevator control was found by taking the
moment of the pressure on the elevator about the hinge, but as the results were not as reliable
nor as easy to obtain as direct force measurements on the stick, no results of this character are
plotted in this report.

There is another method of easily obtaining the total load, or the moment about any axis of an
irregular pressure surface, which may be termed the plastic method. Let ussuppose that a scale
model is made of the tail with adjustable pins at the points at which the pressure readings were
taken. If each pin is then set at such a height as will correspond to the pressure at that point,

F16. 13.—Model of pressure surface—Case I—600 r. p. m.; 100 m. p. h. — & e
The light-colored material represents down pressure and the dark F16. 14.—Model of pressure surface—Case VI—600 r. p. m.; 100 m. p. h.
material up pressure. The region of down load is evident at the This shows the very large down load at the leading edge and the
leading edge. sharp peaks of up load at the hinge.

58724—21
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a skeleton of the desired surface will be obtained. By filling the space between the pins with
a plastic material—clay or plasticene—and fairing in the surface, which it is very easy to do
with a little practice, a solid is obtained which represents the actual load on the given surface.

The total load or its moment may be easily found from this model solid simply by weighing
it, or by balancing it about any desired axis, provided the density of the plastic material is
known. It is evident that this method is applicable to an irregular spacing of points where a
sectional method would be impossible or at least very laborious, and even with evenly spaced
holes it is very much quicker than a two-dimensioned method. The plastic method was used
in this investigation for only a few cases because of the necessity of obtaining the sectional
curves for two-dimensioned reproduction.  (See figs. 13 and 14.)

PRECISION OF THE RESULTS.
ERRORS IN READING FILM AND COMPUTATION.

It is possible in nearly all cases to measure the actual head of alcohol from the enlarged
negative within the limits of plus or minus 0.003 of an inch. As all the calculations were carried
out to the nearest 0.001 of an inch, the computed head should be correct in every case to at least
0.005 of an inch. The areas under the curves were planimetered several times in order to get
a correct reading, so that all the area can be considered correct within plus or minus 0.01 of a
square inch. An error somewhat larger than this is introduced, however, because of the incor-
rect representation of the curve between the given points, and this is especially true at the end
of the tail plane where the pressure gradient is very steep. As 1 square inch under the final curve
is equal to approximately 10 pounds, the total load on the tail will be given to within plus or
minus 0.1 pound if the curves are assumed to be correct. The difficulty in drawing a true pressure
curve through the given points will, however, considerably increase this error, so that the total
load on the tail can not be assumed to be correct to better than one-half of a pound from these
causes of error.

ERRORS IN FLIGHT.

The errors due to computation and reading are, however. small compared with the errors
inherent in all full-flight work; that is, errors arising from irregular atmospheric conditions.
For example, if the airplane happens to strike a bump in the air at the time that the exposure
is taken, it may considerably alter the value of the pressure obtained, especially those pressures
on the movable portion of the tail plane. For this reason the first runs were repeated in order
to check the results, and it was found in most cases that the check run agreed very closely with
the original run. The subsequent work was very complete and there was ample chance for
checking; as so little change was made in the flight conditions from one run to another, it was
not thought necessary to make check runs in every case. The excellent agreement that can
be observed between the pressure curves taken under nearly identical conditions leads one
to have confidence in the results, as any part that is appreciably in error will be at once shown
up by its lack of resemblance to a similar curve.

It will be noted that the points calculated from the total load on the tail in order to obtain
the pitching moment due to the wings and body do not lie smoothly on their representative
curves and in comparison with wind tunnel results, for instance, they would look rather unsatis-
factory; but it should be remembered that all results obtained in full flight are inherently
irregular, due to conditions of the atmosphere which can not be overcome, and it is only possible
by taking large numbers of readings and averaging them to get a satisfactory mean value.
The moment curves check well with one another and the close agreement between the center
of pressure travel curves for the different combinations used, all give a good indication of the
accuracy of the results. For determining pitching moments, however, the pressure distribu-
tion method is not as accurate as the method used by the British where the fuselage was jointed.!
As all of the readings and the computations have been carefully checked at every step by this
method, it is felt that on the whole the results are presented as closely as it is possible to do so.

! British Advisory Committee, R. & M. No. 400. “The Full Scale Determination of the Pitching Moments of a Biplane.”
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SCOPE OF TESTS.

In order to represent as fully as possible all of the conditions that occur in flight on tail
planes the following variations in the airplaine were made. It should be noted that in this
report the center of gravity coefficient is the distance of the center of gravity from the nose of
the mean chord in fractions of the chord. The mean chord is taken at distances from the
upper and lower wings which is inversely proportional to their areas; that is, 60 per cent of the
gap above the lower wing.

Case 1.—On this run the airplane had a standard rigging of 174 inches of stagger and a
center of gravity coeflicient of 0.381. This position of the center of gravity is about the standard
position for an airplane of this type, and in order to compensate for the lack of a passenger
in the rear seat a sand bag was tied to the floor boards in the rear cockpit.

Case 1I.—In this run the conditions were the same as before except that the sand bag
was removed from the rear cockpit and some lead was placed in the nose of the airplane just
aft of the radiator. This gave a center of gravity coefficient of 0.326.

Case I11.—With the same position of the center of gravity as in the previous case the tail
plane was given a negative angle of 14°; that is, the flat lower surface, which in the previous
run was parallel to the longerons, was raised at the rear end in order to give this surface a slope
of 13°. ' ,

Case IV.—In this run the conditions of the airplane were exactly the same as in the pre-
vious run; the only change being the sealing of the crack between the elevator and the tail
plane with flat sheets of celluloid, which we screwed to the tail plane and were allowed to

rest by their own weight on the movable portion of the tail surface, smoothly covering up the '

intervening crack.

Case V.—In this run the stagger of the airplane was reduced to 8} inches, the tail plane
was inverted so that the flat surface was uppermost and parallel to the longerons, also enough
lead was placed in the nose of the airplane to give a center of gravity coefficient of 0.244.

Case VI.—In this run the stagger was again 8% inches, and the center of gravity coefficient,
due to the heavy tail, was 0.370. The tail surface was a special one of thick section and high
aspect ratio (fig. 2), with its chord parallel to the longerons. :

In none of these cases was the airplane very badly out of balance and at all times it could
be flown with a fair degree of ease. In the fifth case, however, it was a little difficult to get
the tail down in making a landing. It was noticed when flying the airplane with the special
tail plane that the longitudinal stability was greatly improved and the airplane flew hands off
with both open and closed throttle. This is quite remarkable in view of the rearward position
of the center of gravity, and a more complete study will be made in a subsequent report.

RANGE OF AIR AND ENGINE SPEEDS.

For the first five cases the following 22 combinations of air and engine speeds were used
each time:

Revolutions per minute.

600 900 1,200 1,400

Air speed. ...-.... 45 45 45 45
50 50 50 50
60 60 60 60
70 70 70 70
80 S0 80 80
100 |, 90
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In Case VI only the following combinations were used, as it was thought that, taken with
the preceding data, the information obtained would be suﬂiment

Revolutions per ‘
| minute.

600 ‘ 1,400 |
‘: AtrispeediTiet i el 45
‘ 50 50
[ 60 60

70 70
‘ 80 20peli|
| 100

GENERAL DISCUSSION OF RESULTS.

The discussion will be mainly confined to the consideration of the actual pressures and to
their relation to the structure. Further on the change in load with flight conditions will be
analyzed more carefully in respect to airplane stresses and stability. The subject embraced
by the report is so wide that it is difficult to keep in mind all of the data at one time, and only
by constant reference to the curves can a comprehensive view be obtained.

THE PRESSURE DISTRIBUTION WITH A STANDARD RIGGING OF THE AIRPLANE.

For this run the preliminary curves under all conditions are given in figures 36 to 79. These
are given in order to show the pressure distribution as separated on the upper and lower sur-
faces. A suction is plotted downward and a pressure upward, the upper surface and the lower
surface using the same base line. The greatest suction occurs on the lower surface of the tail
plane very close to the leading edge. The suction is also large at the very tips of the tail plane,
this being due to the raked tip acting in the same manner as a leading edge. There is also a
tendency at high speed to have a large suction on the upper side of the elevator, especially
near the outer part of the span. At no point, however, on the tail plane did the suction reach
a value higher than 1} inches of water, and as this suction is comparatively very small there
should be no fear of stripping the fabric on a well-constructed job.

It will be noticed that the pressure curve on the elevator has a rather definite wave form
with a period of about 12 inches. The reason for this is probably that the discontinuity due
to the joint between the elevator and the tail plane gives rise to a stationary wave which con-
tinues along the surface of the elevator. It will be noticed later that when the crack is sealed
up these waves are much reduced, but they are even then in evidence. The discontinuity of
pressure at the hinge of the tail plane is in no case very large; in fact, it is much smaller than the
results from the model test would indicate. The line of zero pressure used as a base line ina
good many cases lies above the pressures on both the upper and lower surfaces, showing that
the static pressure in the slip stream is below that of the true static; but this would not, of
course, affect the load on the surface which is independent of the base line. It was also noticed
that the pressure in the cockpit was from an eighth to a quarter of an inch below the true static.

In order to give a better visualization of the pressures over the surface the total pressure
has been plotted in figures 80 to 101 in order to show this more clearly. It is evident that the
greatest load occurs on the leading edge of the right-hand side of the tail plane under practically
all flight conditions. These curves show very strikingly how great a difference there is between
the pressure distribution on the right and left side of the tail plane, so that a pressure distribu-
tion comprising only one-half of the tail would be of very little value in determining the total
tail load. Some of this difference is undoubtedly due to the fact that the rudder and fins are
not symmetrical in flight, but the greater part is due to the fact that the angle of incidence and
velocity over the two halves of the tail plane are different, due to the rotation of the slip stream.
It should also be noticed that a very large torsional load could be put on the fuselage by not
rigging the elevators at the same angle of incidence; that is, if one elevator is several degrees
hlgher than the other it will greatly change the pressure distribution on the tail plane, so that
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great care should be taken when rigging an airplane to ascertain that the elevators are properly
lined up.

In figures 123 to 144 the curves shown represent the total pressure on the tail plane plotted
on a section taken parallel to the plane of symmetry of the airplane. These curves are shown,
one for the load on the right-hand half of the tail plane, and one for the load on the left-hand
half of the tail plane, and the third serves to represent the total load. The most important
features shown by these curves are the considerable difference between the right and left half
of the tail plane and the large suction at the leading edge of the tail plane.

In figures 243 to 264 are shown curves giving the total pressure on the tail plane on a
section at right angles to the X-axis of the airplane. These curves show that the pressure is
greatest at the tips of the tail plane and elevators. By plotting the moment of the area of this
curve about its line of symmetry it is possible to compute the torque of the tail plane about the
X-axis of the airplane, which will be discussed more in detail in a later portion of the report.

An attempt has been made in figure 13 to give a more realistic picture of the distribution of
pressure than is conveyed by a set of curves. It is not possible to satisfactorily represent a
three-dimensioned figure in two dimensions, but it is hoped that the photographs of these
models will aid the reader in grasping the general trend of the tail pressures. The white surface
is a plane lying in the tail surface and consequently representing zero pressure. A light-colored
plastic material is used for negative pressures (down loads) and a dark material for the positive
pressures, and the lighting is such as to show the relief to the best advantage.

Tt can be stated in general that with the airplane rigged as described above that under no
condition in uniform flight are the loads set up by the pressure on the tail plane at all large,
the load per square foot on the tail plane seldom exceeding one-half pound per square foot and
the maximum reached amounted to only 114 pounds per square foot. This load 1s quite insig-
nificant and amounts to little more than the weight of the tail itself, so that it may be con-
cluded in steady flight that the stresses in, or due to, the tail plane may be considered of quite
negligible value. The torque on the fuselage due to the tail plane is, however, considerably
larger than has been realized before.

THE EFFECT OF CHANGING THE POSITION OF THE CENTER OF GRAVITY.

In Run II the center of gravity was moved forward and the resulting pressure distribution
on the tail plane was found to be similar to those of Case I. The preliminary curves were
omitted, as it was thought that they would be of little interest, for they showed no great difference
from the curves obtained in the first case. As was expected, moving the center of gravity
forward produces a greater negative load on the tail plane. Examination of the curves, however,
shows that there is practically no difference in the distribution of the pressure contained in the
two cases. A discussion of variation in total load on the tail plane, due to the change in air
speed and revolutions per minute of the engine, will be discussed later in relation to their effect
on the stability of the airplane; but in general it may be stated that the distribution of pressure
on the tail is not appreciably affected by any change of center of gravity position.

EFFECT OF CHANGING THE STABILIZER ANGLE.

Case 111 is a duplicate of Case II, except that the position of the tail plane has been moved
to 114° of negative angle. Contrary to the case of altering the center of gravity position, the
changing of the angle of the tail plane produces a considerable change in the distribution of
pressure. This is explained by the fact that the total load on the tail must be the same as
before, and as the tail plane is at a greater negative angle the load on this part of the tail plane
would be more negative while the corresponding load on the elevator must be more positive,
thus necessitating the lowering of the elevators. These facts are confirmed by the greater force
that must be applied to the stick when the tail plane is turned to a more negative angle; that is,
the ship feels as if it were more tail heavy with a negative tail-plane setting. This change of
pressure distribution can be seen more clearly by comparing the curves of total pressure (figs.
145-166) in Case II with similar curves occurring for Case IIT (figs. 167-188). The curves in
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figure 15 show this change in load between the tail plane and elevators with a change in tail-
plane setting. It is clear from these curves that a negative tail-plane setting of 114°
with the same center of gravity position will shift a load of about 20 pounds from
the tail plane to the elevator, and it is interesting to notice that this distance between
the different curves is practically constant in amount for any condition of flight. The
difference in load, however, between the tail plane and elevator load varies in inverse proportion
to the air speed. It may be concluded that a change in the angle of tail-plane setting makes
a considerable difference in the distribution of pressure over the tail plane and in general a more
negative setting of the tail gives a more negative pressure on the tail plane and a more positive
pressure on the elevator.
EFFECT OF SEALING THE HINGE CRACK BETWEEN THE ELEVATOR AND TAIL PLANE.

As model tests indicated that there was a considerable amount of leakage of air through

the hinge crack of the tail plane, it was thought that some data of interest might be obtained

by taking a run with the crack sealed up. This was accomplished by placing thin sheet celluloid
over the crack on both the upper and
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the pressure distribution on a thin sur-
face of this type does not indicate the drag, so that it may be that sealing the crack will con-
siderably decrease this factor.

THE EFFECT OF INVERTING THE TAIL PLANE.

In this run the tail plane was inverted so that the flat surface was uppermost and parallel
to the longerons. As should be expected, this change makes a marked difference in the distri-
bution of pressure and the effect is clearly seen in the curves of pressure in figures 105 to 112.
The greatest effect on the pressure distribution in this position of the tail plane is the more
even distribution of pressure across the span, especially the elimination of the region of high
suction near the tip of the tail plane. Curves of total pressure (figs. 211-232) show that the
point of maximum suction is moved back from the leading edge a considerable amount and
that the load on the elevator is also moved nearer to the trailing edge. That is, instead of being
a sharp peak of suction immediately above the leading edge, as in Case II with the ordinary
disposition of the tail plane, in the case where the tail plane is inverted this pressure is distributed
fairly evenly over the whole tail plane, reaching its maximum about a third of the distance from
the leading edge of the tail plane; so that it would seem that from a structural point of view it
would be of great advantage to use this form of tail plane, as it would distribute the load in a
more satisfactory manner. As will be shown later, this tail plane also gives a greater degree of
stability, and its use is recommended from all points of view.
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THE PRESSURE DISTRIBUTION OVER THE SPECIAL TAIL PLANE.

The tail plane shown in figure 2 is of a more modern design and has a rather thick double-
cambered section and also a considerably higher aspect ratio. The pressure curves which are
given in figures 113 to 122 show that the pressure over the tail plane is greatly altered from
that over the ordinary tail plane. The greatest difference is the very high peaks at the leading
edge and at the elevator hinge, one up and the other down, which reach very great magnitudes
at the higher speeds. This introduces high local loads and a large twisting moment that may
seriously stress the tail structure. The cause of this peculiar distribution of pressure may be
due either to the thick section or the high aspect ratio, but the former is the more probable
cause. A model of this tail at 600 revolutions per minute and 100 miles per hour is shown in
figure 14. This twisting about the Y-axis may be quite serious, and the front spar should be
made very stiff in thick-sectioned tail planes to prevent a deflection of this member. In one
case the moment about the Y-axis was over 600 foot-pounds—an exceedingly large moment,
and one that might have caused failure in a less strongly constructed tail surface.
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TORSIONAL EFFECT DUE TO THE UNSYMMETRICAL LOADING OF THE TAIL PLANE.

DISTRIBUTION OF LOAD ALONG THE SPAN OF THE TAIL SURFACE.

In figures 243 to 264 a few cases have been worked out showing the total pressure on the
tail taken normal to the X-axis of the airplane. These curves, while they show the shape of
the pressure variation quite accurately, should not be taken as an indication of the exact total
pressure, as it is impossible to fair these curves exactly, due to the irregular position of the
holes; and for this reason they do not check with the more accurate determination obtained
from cross fairing. They do show, however, the concentration of the load on the tip of the tail
plane and also the unsymmetrical loading due to the rotation of the slip stream.

All of the curves show a double maximum at the tip, the edge of the slip stream causing
the inner one and the raked tips the outer. Although no torque curves were drawn for Case
VI, it is very evident from an examination of the pressure curves that the torque on this tail is
very small. This can be explained by the fact that the tips of the tail plane are out of the slip
stream, so that there is little inducement for the building up of high pressures at these points.

VARIATION OF TORQUE WITH AIR SPEED.

In figure 16 are shown three curves representing the torque in inch-pounds about the
X-axis of the airplane plotted against air speed in miles per hour for several cases, at 1,400
revolutions per minute. All of the curves increase to a positive value of the torque from 45
miles per hour to about 60. From that part on, however, the curves fall off quite rapidly,
especially in Run V where the curves indicate a considerable negative value. The shape of
these curves is rather peculiar and it would not be expected that a maximum of positive torque

.
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would be reached at a speed of 60 miles an hour. An explanation may be obtained perhaps
by studying the velocity diagram obtained by the Royal Aircraft Establishment on a BE2C
airplane of the tractor type.? These results show that the slip-stream is divided by the wings
and body into two separate streams, one with an inclination downward and the other with an
inclination upward, and that these two streams are in various positions according to the slip
of the propeller. It would be expected that the rotation of the slip stream would be propor-
tional to the slip of the propeller; that is, at low air speeds and high engine speeds that the ro-
tation of the slip stream would be a maximum and at high air speeds and low revolutions per
minute that the slip stream might even rotate in the direction opposite to that of the pro-
peller. Therefore, with a constant engine speed the positive torque on an airplane should be
greatest at the low speeds and should increase proportionally to the air speed. The results
of the British, however, as above referred to, show that the regions of high velocity do not
oceur at the same place at all flying conditions, but that the high-velocity regions are rotated
with the propeller as the slip increases. This effect may then cause the high-velocity region
of the slip stream on one side to flow either above or below the tail plane in some flying conditions,
so that the torque would be in that case greatly changed as the slip stream on one side would
strike that half of the tail plane and the slip stream on the other side would come above or below

METHOD OF DISTRIBUTING LOAD
Fig. /8. N A SAND TEST.

it, thus making a large difference in the pressures on the two sides of the tail plane. That is,
one-half of the tail, although it may have the higher angle of attack, due to slip stream rotation,
at the same time it can have the lower load because of the greatly lowered slip-stream velocity
on that side. This is undoubtedly the cause of the large negative torque that occurs on Run
V at high air speeds.

VARIATION OF TORQUE WITH ENGINE SPEED.

In figure 17 are plotted curves showing the variation in tail-plane torques with a change
in engine speed. These curves show, as would be expected, that the torques take a more
positive value as the revolutions per minute of the engine is increased. A cause that may change
the pressure distribution on the tail plane somewhat, and one that can not well be eliminated,
is the effect of the rudder, as this member must be set over more to the right as the rate of
engine speed is increased, in order to balance the torque of the propeller.

RECOMMENDATIONS FOR SAND LOADING TAIL SURFACES.

It is, of course, impossible to draw a final conclusion on the most logical method of sand
loading until the work on tail loads in accelerated flight has been completed; however, as the
tail load is usually considered to be of considerable magnitude in a rapid nose dive, the general
characteristics of the regions of highest pressure may be summarized as follows:

2 The Design of Screw Propellers for Aircraft, H. C. Watts, pp. 180-182.
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(1) The most highly loaded region lies along the leading edge and along the tips of the
tail plane and is of very narrow width, being about one-fifth of the chord of the whole tail
surface, with the exception of Case V—where the tail plane was inverted—in which case the
distribution was over the first three-fifths of the tail surface.

(2) The load on the tail (negative) is proportional to the position of the center of gravity;
that is, the further forward the center of gravity the greater is the load on the tail.

(3) The distribution of load along the span of the tail plane shows regions of high pres-
sure at the tips.

(4) In some cases, particularly at high engine speeds, there may be a large up pressure
on one half of the tail plane and a large down pressure on the other half.

(5) The down load on the elevator is in all cases very small and at times the up load may
be considerable, but the latter is balanced by the static weight of the elevator and so is rela-
tively unimportant.

It should be noticed that the preceding conclusions are based only on uniform flight, with
speeds up to 100 miles per hour, and the distribution, especially the down load on the elevator,
may be considerably altered when this member is moved to a large angle with the tail plane,
as would occur in accelerated flight. It is probable, however, that the load on the tail plane
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will not be much increased in stunting, as the damping effect will somewhat neutralize the load.
The following recommendations for sand loading the tail surface are based on the conslusions
from these tests in uniform flight:

1. A unit loading on the tail surface of 3 pounds per square foot with a center of gravity
position of 0.30 will be sufficient for speeds up to 120 miles per hour. Of course, this unit
loading should be multiplied by the load factor which is used on the remainder of the airplane.

2. The unit tail loading of the airplane should vary with the position of the center of gravity
and it is recommended that if a center of gravity coefficient of 0.30 is taken as unity, 5 per
cent of the tail load should be subtracted for every per cent that the center of gravity is back
of this point (the center of gravity coefficient not to exceed 0.40), and 10 per cent should be
added to the tail load for every per cent the center of gravity is forward of this point, per-
centage being taken on the mean wing chord.

3. The load should be distributed on the tail in a sand test around the leading edge and at
the tips with a width of about one-fifth of the total tail surface chord as shown in figure 18.

4. Because of the unsymmetrical loading of the tail surface at times, one side of the tail
surfaces should be loaded at a time; that is, one half should be completely loaded, the load
removed, the second half completely loaded and then both halves loaded together.

58724—21——3
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5. In uniform flight the elevator load can be neglected, as the loads are upward and these
are balanced in a large part by the static weight of the elevators. The elevators should have a
separate test in order to withstand a pull on the control stick which will represent the maximum
that it would be possible for the pilot to exert, but this load would occur only when suddenly
pulling up the elevators and would not be present in uniform flight.

LONGITUDINAL STABILITY.

The subject of longitudinal stability in free fligcht is in a rather confused state because of
the complex effects of the slip stream, which are not as yet thoroughly understood. Practically
all of the stability theory is based on coeflicients which are determined from model tests made
in the wind tunnel, and up to the present time it has been impossible to reproduce accurately
the slip stream in the wind tunnel; so that the tests made in this way are not in any way com-
parable with conditions in free flight when the engine is running. Only by a study of the forces
on the controls and an exploration of the velocity and angle of the slip stream during various
flight conditions can we come to any conclusions as to the effects on the longitudinal stability
of various alterations in the airplane. It has been shown that the two causes which have the
greatest effect on the longitudinal stability are the position of the center of gravity and the
size, form, and position of the tail plane.
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THE FUNCTION OF THE HORIZONTAL TAIL SURFACES.

The methods of obtaining longitudinal stability by means of a horizontal tail surface can
be made clear by citing a few simple examples. There is, in figure 19, plotted the center of
pressure travel for a flat plate and a typical aerofoil. If the flat plate is supported at its leading
edge or ahead of its leading edge it will evidently be stable—in the manner of a weather vane—
for any angle of incidence, although there will be a position of unstable equilibrium at 180°.
If the support is now moved 0.3 of the chord back from the leading edge, the plate will be stable
at an angle of +70 (where the center of pressure is at the support), and is in unstable equilib-
rium at 0°. This is the case of a balanced control surface which has a small unstable range
about the zero position, a rather undesirable condition, especially on airships. Therefore a
flat plate or a thin symmetrical surface must be supported at least as far forward as the leading
edge to obtain complete stability when moving at a constant velocity.

Now, considering the stability of a cambered surface, which has an unstable center of pres-
sure travel, it can be shown that if the air passes by the wing at constant speed we may still
have stability by placing the support far enough forward. For this purpose moment curves
are plotted in figure 20 for various positions of the support, and it is seen that the wing is com-
pletely stable—a curve of negative slope—when it is supported less than 0.24 of the chord from
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the leading edge. It should be noted that the support need not be taken as far forward in the
case of cambered wing as with a flat plate in order to get stability even though the latter has a
stable center of pressure travel. It may be concluded that a surface run at constant speed
may be made stable, no matter what the center of pressure travel, provided the support be taken
sufficiently far forward.

For the full-sized airplane, however, we have different conditions; that is, there is a con-

stant weight on the airplane and the speed varies in uniform flight in such a way that this weight
will just be supported. Also in uniform flight the moment about the center of gravity must
always be zero; that is, the moment due to the wings and body must at all times be balanced
by a moment, in the opposite direction and of the same magnitude, exerted by the tail surfaces.
In the case of an airplane in flight, then, the moment curve will be defined by the weight of the
airplane multiplied by the distance of the center of pressure to the center of gravity. This
curye will, therefore, always have the same shape no matter what the position of the center of
gravity, thus giving the moment curves of the wings stability or instability according to
whether the center of pressure travel is stable or unstable.

As it is impossible to make a simple surface stable at varying speeds unless the center of
pressure travel is stable and there is no practical surface with this property, it is necessary to
resort to a secondary surface known as the tail plane to obtain stability in a full-sized air-
plane. The tail plane acts in the same way as the vane on a weathercock; that is, the moment
curve due to the tail is very stable because of the large distance between the tail plane and
the center of gravity. In this case the tail plane does not carry a constant load, as do the
wings, so that its moment curve can be very stable even though the center of pressure travel
for the surface itself be unstable. Suppose a series of moment curves are plotted as in figure
21 for a model airplane in the wind tunnel at various positions of the elevator. Now, if this
airplane is flying at varying speed and constant load, the moments on the model tests at any
given angle of incidence would be multiplied by the square of theratio of the corresponding full-
scale speed to the speed of the model test, giving the series of curves shown in figure 22. It is
seen that these new moment curves are stable at high angles of incidence and are all tangent to

‘the constant moment curve at zero moment; but as the moment of the full scale airplane at a

constant flight speed must be zero, the only part of the variable-speed curve we are interested
in is where it crosses the zero moment axis. The stability is determined by the slope of the
moment curve, and as the two curves—constant and varying speed—are tangent at zero
moment, it is evident that the stability at varying speed is the sime as at constant speed, pro-
viding the moment curves for various elevator settings are parallel; and this is the case in prac-
tically all airplanes. From the standpoint of efficiency it is not desirable to move the center
of gravity far enough forward to obtain complete stability for the wings alone, but this is
unnecessary if the moment curve of the tail is stable, for by combining a very stable tail with
a slightly unstable wing the complete airplane will have stability.

" The moments of unstable wings can be made stable at constant speed by moving the center
of gravity far enough forward, but with a constant load and varying speeds, the stability of the
wings can not be changed by varying the position of the center of gravity. The complete air-
plane, however, has the same stability for varying speeds as it has for constant speed. It should
be noticed that although the vectors obtained by a model test may be stable, this does not mean
that an airplane in free flight will be stable; on the other hand, an airplane may be stable in
flight even though it has an unstable position of the vectors. However, if the slope of the
moment curve on thé model is negative the full-sized airplane will be stable, and if positive it
will be unstable, of course neglecting the effect of the slip stream.

ACTION OF THE TAIL PLANE AND ELE&ATOR IN PRODUCING PITCHING MOMENTS.

The horizontal tail surface consists, in almost all modern airplanes, of a fixed portion with a
movable portion hinged to its rear edge. The turning of the rear part will, first, change the
angle of attack of the entire tail surface, and, second, change the camber of the section, thus
effectively changing the lift coefficient of the tail by the application of very little force to the con-
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trols. The pressure curves indicate that the distribution of load is constant between the two
parts of the tail for the small angular changes used in flight, so that it may-be assumed that the
force on the elevator is very nearly proportional to the force on the whole horizontal tail surface.
This is confirmed by the similarity between the stick force curves and the pitching moment
curves of the tail, although there is a diserepancy at very low speeds where the elevator angle
is quite large.

It is desirable in every airplane to have the stick force zero at the normal flying speed, a result
that may be accomplished in two ways; first, the inevitable weight of the elevator may be bal-
anced statically by weights or springs, or, second, the weight may be balanced—as is usual—
by the air force acting on that member. Now, in order to obtain a sufficient air force to balance
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increases the proportion of load on this part.
This is the function of the adjustable tail plane which can be used to minimize the stick force
at any ordinary flight condition. Even a small change in elevator weight may greatly alter
the stability of the airplane because of the important changes that are made on the airplane to
balance it aerodynamically. As will be shown later, these changes greatly affect the distribu-
tion of pressure on the tail surface.

The tail surface works normally at rather small angles of incidence and with a small total
load; so that the center of pressure is often off of the surface, thus having little significance.
The load on the tail generally reverses in sign at a certain speed making the center of pressure
curve discontinuous. The center of pressure curves for Case III are plotted in figure 23 against
air speed; a separate curve for each engine speed. The curves are quite regular and the vectors
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are further forward with the lower engine speeds. At 65 miles per hour, where the load changes
sign, the vector passes off the rear and returns at the forward edge of the tail plane.

The center of pressure curves for the elevator alone are shown in figure 24; the curves for the
various engine speeds being close together, with a tendency for the center of pressure to be fur-
ther forward with higher engine speeds. The movement of the center of pressure is small, and
moves forward from 45 miles per hour to 60 miles per hour, but at higher speeds again moves to
the rear.

In figure 25 are plotted the moment curves of the elevator about its hinge for various engine
speeds and air speeds, and while it is evident that a great many of the points do not lie on the
curve, because a very small error in drawing the pressure curve at the trailing edge of the elevator
makes a great difference in the moment about the hinge, these curves can be considered as fairly
accurate, as they check with the moment curve obtained by measuring the direct force on
the control stick, and it may be considered that they are sufficiently correct for an illustration.
With a center of gravity position in this run—a coefficient of 0.324—it is shown that the
moments are all positive; that is, there is a tendency of the air to lift the elevator. At low air
speeds this upward force on the elevator is rather small, especially at low engine speeds; but
as the air speed is increased the load reaches a maximum at about 65 miles an hour. As the
speed increases from this value the curves all tend to go downward; that is, the upward force
on the elevator is increased about proportionally to the air speed. In order to complete the
data, in figure 26 are plotted curves showing the angles of the elevator for a similar condition of
flight, and it is interesting to notice from these curves the small angle the elevator moves through
for greatly changing flight conditions, and for this reason it is unnecessary in this report to
resolve any of the forces on the elevator into the plane of the tail plane. These curves show that
the angle of the elevator is increased; that is, is more positive as the air speed increases up to
about 55 miles per hour; from this point on, however, the angle of the elevator slightly decreases
and reaches about a neutral angle at the higher flight speed. It also shows that the higher
engine speed requires the greater positive angle of elevator setting.

ACTUAL PITCHING MOMENT ABOUT THE CENTER OF GRAVITY DUE TO THE TAIL PLANE.

The pitching moment produced by the tail plane about the center of gravity of the airplane
is evidently found by the product of the distance from the center of pressure of the horizontal
tail surfaces to the center of gravity and the load on the tail as found by integrating the pressure
over the whole of the horizontal surface. In figures 27 to 31 the curves as determined in this
way are plotted against the air speed in miles per hour for various engine speeds. As shown in
the curves for Case I, the pitching moment has a more positive value as the engine speed is
decreased, except at 600 revolutions per minute, which is in nearly all the other cases abnormally
high. The curves all decrease from a negative to a more positive value as the air speed is
increased, and within the experimental error the curves are parallel; at low speeds the curves
become more nearly horizontal. It will be noted that in Case I, where the center of gravity
was a large distance back on the mean chord, that the curves for different engine speeds are
quite widely separated, while in Cases IT, III, and IV the curves lie very closely together; but in
Case V the curves are again separated at high speeds, and it is a remarkable fact that the order
of the curves in this case is entirely reversed; that is, that the curve at 1,400 revolutions per
minute is lowest and that at 600 revolutions per minute is highest. As the thrust line of the
engine is about 3 inches below the center of gravity of the airplane, it would be expected that
at high engine speeds the thrust would tend to produce a positive moment on the airplane and
that this would be resisted by a pitching or negative moment on the tail plane, and this is
evidently what happened in most of the cases. The reason for the abnormally high negative
value of the pitching moment curve for 600 revolutions per minute is not very clear, and it is
probably due to some effect of the slip stream—or lack of slip stream—on the wings or body.
The complete reversal of the moment curves for Case V, however, is still more puzzling and can
only be explained by the change in stagger—which was necessary in this case—producing
different forces by interaction with the slip stream. As would be expected, the pitching moment



99 REPORT NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS.

I I | I | | I
APPROXIMATE LLEVATOR POS/ITIONS
FOR
VARIOUS FLIGHT CONDITIONS. § F/[rm/mlﬁ Molvnvrls of‘ WW'@
Vg o | 5 “C.G"Coefficiernt=36/
9 /400 V) Ly Q CASE 1.
Qr3° — S /2000
3 e - O g Y
X 5a =002 TETA £ == !
o5 i // 900—— e ~~§“\~ ")‘*8000 T~
R / L—1 T~ ] > < ~ &
SR "600——1-« #4000 . Lo
T el ~ 3 CE \G‘oo 227
N * e ik Q Feae I
o o W . ® — 4.
9 o / T I g a T o 590. SR
o S > S
N ). oo~ | = %
C=/e & -4000 - ~]
N V4 N g o
0 B 0y
0-2° / N-8000 = [
S Q S bl [y
g, Y T \
=92 < 12000 S Sk -
16000
o5 50 60 70 &0 90 g 6 45 50 60 g 70 : 80 90 /00
(1. 26. Air speed n M.PH. F19.27. Air speed in M.P.H.
: [ B 4 R N A O
3 PITCHING MOMENTS OF WINGS, N PITCHING MOMENTS OF WINGS.
§ “C.G"Coefficient =326 3 .G Coefticient326
3 ] CASE I Q CASE ZZ.
g 12000 la ]! i T E, 12000 el RS i
N ‘ N
R 8000 | @ 8000
»
i
g‘* K000 374000
5 2
E 4 QS o
)
3
S § -4000
i~ 7000 g
X A9
w 8000 3 8000
3 8
3 /2000 X /2000
S 2 J
g 16000 l
% 16000 S v o5 B30 70, ou 0 %0 700 \3 s 50 GO 70 N O 90 100 |
X Fi1g.26. Air speed i1 M.P.H. /9-€3. A speed 17 M. P. H. ‘
I [ [ I I | | ‘ ﬂ I [ L I o I A) = |
g | FITCHING MOMENTS OF WINGS.| | | PITCHING MOMENTS OF WINGS.
N — C.G" Coelficient=.326 = § <000 C.G"Coefficient=.c44 T
3 i CASE IV. 4 CASE T.
& I = ! 8% L e N < o
/2000 |————————+—— i
| Vil e A e =
N e LA SRallen o SHSGRES R -2000 | —=
85000/ [F——tr f i h
2 o 2oy | KEGi LR 8
L2000 e T e = — § go00
v T e | 1
L 0 | | N 8D ) ! v /2000
v ‘ 2 SR ES ' [ 3
3 |85 ¢ R S I g 1 ‘,
B N ‘ > 16000 i
: 24000 A L i i | e
8 s R (o TN S A0 g ‘
X s000f}——F L L L pe N X 20000 ‘
g i il |
S 12000 |—— —— — T X 24000 | | | ‘
3 | e g | I B R
g I l 0 e [ S 1| AT ol | £ 28000 .
£ /6000 = = 50 70 80 90 100 o ¥ 5 S0 60 L2 &80 90 100 |
N F19.30, s A speed in M.P.H. X Frg. 3z Air speed in M.P.H. ;




HORIZONTAL TAIL SURFACE OF AN AIRPLANE. 23

curves have a more negative value as the center of gravity is moved forward, and, as will be
shown later on, the center of pressure curves from these moments show very good agreement
for all center of gravity positions.

CENTER OF PRESSURE TRAVEL COMPUTED FROM MOMENT CURVES.

The distance of the center of pressure from the center of gravity of the airplane is evidently
equal to the moment about the center of gravity due to the wings, divided by the weight of the
airplane, which is constant; so that in all cases the center of pressure curve will be parallel to
the moment curve no matter what position the center of gravity has. In figure 32 is shown
the center of pressure curves for all cases and also for the case of a wing tested in the wind
tunnel having the same section as that of the full-sized wing. In order to obtain the true
pitching moment of the wings alone, the moment of the chassis and body, although small, must
be subtracted; so a model body and chassis were tested in the wind tunnel in order to obtain

“their true pitching moment about the center of gravity in each case (fig. 33). These values,

corrected for scale, were then subtracted from the full-scale pitching moment due to the tail,
thus giving the moment for the wings alone. It will be seen that the results of the several cases
check very closely, and it may be concluded that this center of pressure travel is very close to
that actually occurring in flight. The full-flicht center of pressure travel is, however, con-
siderably farther forward than it is in the model, and this is the same conclusion that was
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reached by the British in their tests as noted previously. The difference is not great, but still
it is enough to account for a considerable lack of balance in the full-size airplane if the center
of gravity position is computed strictly from wind-tunnel results. The total travel of the
center pressure on the full-sized airplane is less than it is on the model; so that the full-sized
airplane might be expected to be more stable than the model under similar conditions.

THE RELATION OF THE STABILITY TO THE PRESSURE DISTRIBUTION ON THE TAIL SURFACES.

The stability of the airplane is dependent upon two factors; the first is the moment curve
of the wings alone, which in most cases is unstable, and the second the moment curve of the
tail, which is usually very stable. The first is mainly affected by the wing section used, by the
amount of stagger, and, most important, by the position of the center of gravity; the second
is affected almost entirely by the length of the body and by the aspect ratio of the tail plane,
for the moment curve will evidently be more stable the more rapidly the lift of the tail -plane
is changed for a given change in the angle of attack, and this change in slope of the lift curve
is mainly affected by the aspect ratio of this surface. The stability of the airplane, then, can
be increased in two ways; first, by making the moment curve of the wings more stable, or,
second, by increasing the efficiency of the tail surface.

The stability of an airplane, as shown in Report No. 96, may be measured in two different
ways; one with fixed controls and the other with free controls, and, as is generally the case, the
stability with fixed control evidently depends on the change in the position of the elevator for
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different flight conditions, while the stability with free controls depends entirely on the force on
the elevator for various flight conditions. It is this last condition which can be studied quite
readily from the distribution of pressure on the tail surfaces, and in no other way can the exact
process of the stabilizing effect on the tail plane be visualized.

In order to study more clearly the effect on the pressure distribution on the horizontal tail
surfaces of various changes in the airplane, the pressure distribution curves are shown in figure
34 for the different cases at 600 revolutions per minute and at the various air speeds investigated.
These curves are not drawn as accurately as the originals and are only intended to bring together
in one place the various curves, so that they may be more easily compared; but their accuracy
is quite sufficient for use as an illustration.

In Case I there is a marked upward pressure at the leading edge of the tail plane at the lowest
speeds, but as the speed increases this region of upward pressure moves backward, and at about
60 miles per hour a region of downward pressure appears at the lower side, increasing to larger
and larger values as the speed increases. It will be noticed that as the air speed drops from 60
to 50 miles per hour the upload on the elevator increases (unstable), due to increased suction
near the hinge. From 50 to 45 miles per hour the upload increases (stable), due to the elimina-
tion of the downward pressure at the trailing edge of the elevator caused by its more negative
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angle. On the other hand, as the speed increases from 60 to 100 miles per hour the upload is
decreased (unstable) until at the highest speed the load becomes downward, due to a negative
pressure region at the rear of the elevator caused by the positive elevator angle. At the high
speed not only the weight of the elevator itself but the downward air force must be held by the
pilot, making it necessary for him to exert a considerable pull on the control stick; and if the
control in this position were released the airplane would immediately nose over onto its back, a
thing which has actually happened with this type of airplane in actual flight.

It might be well to define here the terms “tail heavy”” and “nose heavy” as used by the
pilot. Generally speaking, the pilot considers an airplane nose heavy when there is for the
greater portion of the flying range a pull on the stick; inversely, it is tail heavy if there is an
undue push on the stick. This force on the stick may be due, however, to two causes: The first
is the weight of the elevator itself, which is no unimportant part of total stick pull, and the
second is the air load on the elevator, which, it will be seen, varies with the different flight condi-
tions. For a balanced condition of the control it is necessary, then, to have an upward air force

on the elevator which is equivalent to the weight of that member, and in some instances the ele- ;

vator is so heavy that this necessitates a large and usually detrimental change in the airplane to
affect this condition. - :
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In Case II the only change that has been made from the preceding is the movement of the
center of gravity from a coefficient of 0.326 to 0.381. It will be seen that there is no great change
in the distribution of pressure; a general increase on the upload of the tail surface is all that is
seen, as would be expected from a change in the center of gravity. The general characteristics
of the pressure on the elevator are the same as before, except that the load on the elevator is
more downward at low speeds and of about the same value at high speeds, so that the airplane
is on the whole more nose heavy; still the stability has been improved, this improvement being
due primarily, of course, to the more stable moment curve of the wings, and the tail load is
balanced by this moment.

In Case ITI the only change was the more negative setting of the tail plane; the pressure dis-
tribution, however, suffers a considerable alteration. In the first place, there is at the leading
edge a small region of upward pressure at low speeds and a greater region at low speeds than
occurred in the preceding case, and, as was shown before, the distribution of pressure between
the tail plane and elevator is such as to increase the positive load on the elevator and decrease
that on the tail plane. The elevator has a considerable upload in all cases due to the elimina-
tion of the negative pressure area at its trailing edge, and this is confirmed by the decreased
nose heaviness in flight. The function of the adjustable tail plane, therefore, is not to alter the
total load on the tail plane, as this must be constant for any one flight speed and center of gravity
position, but to vary the distribution of load between the movable and fixed portion of the tail
surface, so that the moment about the elevator hinge may be made as small as desired. It is
evident by the pressure distribution curve that the stability is increased by a negative change
in the stabilizing angle; that is, there is less down load on the elevator at the higher flying
speeds.

In Case V where the tail plane is inverted—that is, the flat surface uppermost—a very
considerable change in the pressure distribution is shown. The negative region at the leading
edge at low speeds is concentrated more nearly at the front, but at higher speeds the pressure
reverses and the positive region is more to the rear; so that the region of maximum pressure is
moved a considerable distance back on the tail plane, and altogether there is a greater load on
the tail plane than in any other case, as would be expected with a more forward position of center
of gravity. The pressure conditions on the elevator are quite different in this case, due chiefly
to the very forward position of the center of gravity, but undoubtedly the more efficient action
of the tail plane in this position increases the high speed stability as shown in Report No. 96.
There is a down load on the elevator at low speeds which changes to an up load as the speed
increases, producing considerable stability, although the airplane is at all times rather nose
heavy.

In Case VI the center of gravity coefficient was 0.370 and the special tail plane was used hav-
ing a greater span and a thicker section. The distribution of pressure over the tail plane is very
different from the other cases, and whilé the pressure curves for similar conditions have some-
what the same shape, the down pressure at the nose and the up pressure at the tail were very
much exaggerated, producing exceedingly large values at high speed; and these higher pressure
regions are concentrated on a very small portion of the chord in each case. It is also evident
from the curves how great is the stability of the airplane with this tail plane even though the
center of gravity is far back—as the downward pressure on the elevator at low speeds rapidly
increases with the air speed to rather great upward values.

THE EFFECT OF THE SLIP STREAM ON STABILITY.

It has been clearly shown in Report No. 96 that the longitudinal stability of the tail plane
is considerably decreased by the effect of the slip stream on the tail surface, because if these
members are in constant or nearly constant flow of air it is much more difficult to obtain stability
than if they are in an air flow which varies as the speed of flight. The efficiency of the tail
surface then will be proportional to the amount of area which is outside of the slip stream, so
that a tail plane of high aspect ratio is of great advantage in increasing the stability, not only
because it increases the steepness of the lift curve but because it has a considerable amount of
area which is outside of the slip stream.
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The effect on the stability of an airplane from the variation in the slip stream caused by
changing the engine speed is very complex and little actual data have been obtained on it. For
the purpose of showing more clearly the effect on the pressure distribution over the tail surfaces
with the variation in engine speeds, there are shown in figure 35 the various curves of pressure
distribution for the four engine speeds tried, and for the various conditions of the airplane.
As in figure 34, these curves are not intended to represent accurately the pressures, but are only
drawn in a general way to serve as an illustration; Case IV was omitted for the reason that it
showed no difference from Case III, and in Case VI there were no runs taken at 900 and 1,200
revolutions per minute.

The free control stability as determined for this airplane in Report No. 96 shows that in
general there is a pull on the stick, and the down load on the elevator is greatest at low engine
speeds. This effect is shown in all the cases, although it is not as evident visually as might be
expected because the downward pressure at the low engine speeds occurs at the trailing edge of
the elevator, and even though the total load on the elevator does not decrease with the air speed,
the moment about the hinge will be more negative with the lower air speeds. In all cases the
lower engine speed produces a greater down load at the nose of the tail plane and at the same time
a higher region over the hinge, and as the engine speed decreases there is a greater region of
down pressure at the rear of the elevator. 7

How far the effect of the slip stream changes the distribution of pressure over the tail
surfaces by a change in velocity or by a change in direction can not be determined until more
complete data are obtained on the slip-stream direction and velocity around the tail surfaces.
It is necessary, however, to distinguish between cause and effect; that is, there is a pitching
moment about the center of gravity due to the wings, the body, and the moment of the propeller
‘thrust about the center of gravity; all of which must be balanced by the load on the tail, and in
steady flight the elevator must be placed in such a position that this load produces a moment
about the center of gravity which is exactly equal to the total moment produced from the
other causes. Therefore, the change in total load on the tail surfaces at a given air speed must
be due to a change in. moment about the center of gravity, caused either by the moment of the
propeller thrust about the center of gravity or by the slip-stream effect on the wings and body;
on the other hand, the distribution of pressure over the tail surfaces and the change in pressure
on the elevator in particular are determined by the direction and velocity of the air passing
over these surfaces, and this changes (at constant flight speed) only with a variation in the speed
of the engine. With a constant setting of the elevator in an airplane which is flying, trimmed
at, say, 600 revolutions per minute, when the engine is opened up to 1,400 revolutions per
minute the average airplane will tend to climb. This is due not primarily to the fact that the
thrust line is slightly below the center of gravity but is mainly due to the fact that the velocity
over the tail is greater and in a more downward direction—that is, the negative load on the
tail is greater—which tends to raise the nose of the airplane to such an angle that the moment
of the tail plane is balanced by the moment of the wings about the center of gravity; therefore,
the more stable the airplane the less variation in air speed will there be between various throttle
settings for equilibrium conditions.

SUGGESTIONS FOR FURTHER RESEARCH.

As the value of a research is not only in answering questions but also in finding questions
to answer, it is believed that a short discussion of the difficulties encountered in this investi-
oation and the problems for which a satisfactory solution has not been arrived at will be of
value in guiding future work of this kind. - It might be argued that unsolved problems would
be of little value to the average person, but the recognition of problems that are worth solving
is a step ahead in any branch of research and their suggestion may lead to new lines of thought.

One of the most important problems, and one on which there has been only a little light
shed, is the section of the tail plane. It is seen from the tests in this report that the tail plane
with a thick section gives very high local pressures at the leading edge and at the elevator hinge
but at the same time it also gives to the airplane an excellent degree of stability; and the ques-
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tion that has not been answered is whether the even distribution of pressure over the tail sur-
faces is incompatible with a stable tail moment curve. It is suggested in Report No. 96 that
the point of maximum stability depended upon the relation of the camber on the upper or
lower surface of the tail plane, and that a high upper camber gives stability at low speeds,
while a high lower camber gives stability at high speeds.. Also the results in this report show
conclusively that a tail plane with a flat upper surface and a considerable camber below gives
a much more even distribution of pressure than the usual type of tail where the flat surface
is the lower. The whole problem, then, consists in finding that section which will give the
greatest stability with the most even distribution of load over the tail surface. Of course in
some airplanes a high degree of stability is not required or even desirable, in which case it is
still best to use the most efficient tail section, and if the stability is to be reduced, to cut down
the area of the surfaces.

Another unsolved problem which-is of the greatest importance in the design of tail surfaces
is the investigation of the causes for the vibrations which oceur in some tail planes. It is believed
that this is the reason for the failure of some tail planes which are structurally quite strong enough
to withstand the static load which is imposed upon them. The data from this investigation
show that there is in some instances a very great torsional load on the tail plane about the
Y-axis which produces a considerable change in the angle of setting of this member due to deflec-

tion, and this deflection in turn would cause a still greater change in the pifching moment; so’

it is quite conceivable that pressure conditions could arise in which an oscillation would be
set up about the Y-axis which might become dangerously large for certain speeds.

In regard to the changes in the methods and instruments which would be recommended
for another test of this kind, the first would be the recording on the same film with the pres-
sures, as at present, the value of the air speed, the engine speed, and the angle of the elevator.
This could be done very easily by measuring the air speed by the height of the liquid in one of
the tubes in the same way that the pressures are measured, and the revolutions of the engine
could be recorded in the same way with a liquid column raised by a centrifugal pump as in the
Veeder liquid tachometer. The angle of the elevator could be easily recorded by placing a
scale in the center of the gauge and having a small pointer running over it on a flexible
wire connected to the control system. In this way a better check could be obtained upon
the accuracy of flying done by the pilot, and it would also give additional data which would
be of value in studying the results of the pressure readings. As mentioned before, the neces-
sity for making capillary corrections for each one of these tubes in the gauge was very laborious,
and in another instrument every effort would be made to obtain tubes of such uniform bore
that these corrections could be neglected.

CONCLUSIONS.
STRUCTURAL CONSIDERATIONS.

The most interesting results obtained from these tests are, perhaps, the very low average
load per square foot on the usual type of tail plane during steady flight; so small in fact that it
could not in any conceivable way cause failure, even on the weakest tail plane. With the tail
plane of thick section, however, the conditions were quite different, even though the average
load was of course the same as before. A very high local down load occurred at the leading
edge and conversely a very high up load oceurred at the hinge, which consequently produced a
very large torsional moment about the Y-axis of the airplane, so that this type of loading
might prove structurally unsafe unless the front spar was made exceptionally stiff. It is also
shown that there may be considerable danger in the use of an adjustable tail plane which can
reduce the load on the controls to a very small amount, yet the load on the tail plane itself may
be very large, in some cases dangerously so, without giving warning to the pilot. The advan-
tages of an inverted tail plane—that is, a section with the greatest camber on the lower surface—
are made evident from the pressure curves, which show a much more even distribution of pres-
sure over the tail surfaces with this arrangement. The use of a tail plane of high aspect ratio
is in some cases a structural advantage because it brings the tips of the tail surface outside of
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the slip stream, and it is the tip of the tail plane which carries a considerable proportion of the
load; and if the tip is in the slip stream, as is the case with a great many tail planes, this load
is considerably augmented. In this case the load may be upward on one side of the tail plane
and down on the other, due to the rotation of the slip stream, producing a very large torque

about the X-axis of the airplane, while with the high aspect ratio plane this torque is considerably
reduced.
STABILITY.

The conclusions reached on stability may be summed up briefly by stating that the efficiency
of the tail plane is increased by an increase in aspect ratio far more than by any other change,
and this is proved not only by pressure distribution but by theory and by tests on the stability
of the airplane from measurements of the elevator force and position. The center of pressure
travel for the wings as determined from the integrated pressure on the tail surfaces give curves
that are fairly consistent with themselves and with results obtained in another way by the British,

but the center of pressure is slightly further forward on the full size airplane than it is on the
model.
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l\\ // Scaole - \\ /l
e "\ / /nches \
A=~1.66 N > 2 < ——=/4=40.26
D 2% worter \\ /’
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CASE 7. /4900 R.RM. 8O0MFPH.

e e Y > A=-6.25
/ \/ N
"‘250’:; Ne—— “A=-4.66'
, e L e el
4 \
Pl 1’ oL ] ‘\
Gt NG \ 4=-2./8
/’ = \—/‘\
" | \
= R e \
5 2'93/’ e \4=-0.32

!
0.45 | O N e
m=lh 7
I e s \ o A=7 /.90
/i / o=/ \\ ‘\
] /s \, \
A==/ 74 L / \\/\ “
im0 Y ~A-1057
A=~1.75 [ % & \
) / —
\ 7 % \ | A=10.33
4=-2.96 \ ' i N !
e — _/-—_\I -
\ /nches - S A=40.33
N A of N /
oS e warer. 0 7
Frg. 706. 5 ~ P
CASE 7. 600 RRM. 45 MRH.
4=,«353’ / \\;\4=4/456
4 o
7 \,
A=+/. 25/";,/\_/__\/——\ e
II ‘ \\‘
!
A==0./0 |~ “./: +0.23
I/ “I
i .
A=-0.80 = == A
l/ |“
/ \
A==0.84 f—— L 4=-043
/ \
! \
! \
: - =
; 2N \
/ ,/ \ \
A=-1.82¢ . h¥ A 4=-0.77
,'\___/ // 2 X I‘
T / \\\ \
A4==0.63 n— vl i — ) A=-0.43
l’ ,'/ \‘\ \‘
I’ o \\ \
4=‘0.30‘.ﬁ /,’ 7] - \4=-0.25
| / Scole: \ !
A=#0./0 / /nches N\ la=-0.0/
N 7 of A o
ol 7 water. N .
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CASE Y
800 R.RPM. 50 MAH.
S e e e e T e
A=#/.68 . e e LU GRS TR T Y
i — A=+0.90
A=-0.04 j~= 0
'/, s\ A=+0./0
4: _0. 64 l.g \\\
I” : | TR P —l\Ah ek
!
; \
A=-0.68 F— \
", \4=-0.70
l’ I \‘
A=40./0 }— L \
| \
11 ‘\ SR
/ \
- EEEEEE - <0 \
A4=-0.75 bl y L8N h
I” . ) \ - \\
/ 4 50N = b
A==0.43 / N |
I —_—— |
/ % /i \ — A A==
] g T ———— 4=-0.56
4=-0.05 i< / N ;
| 7 o \ 4
g pl A LTS, S / Scale .- \\ } i
3 e /nches i\ —
\\\ Vol of N For s, 2L
Fig. 105, Tmmmememmmmmeees water \\\ ///
CASE 7. ;
800 R.PM. 60 MPH
: A=-0.84 << AN D R R
- S = = = =g
A=-0.70 L L
/ \,
/ e
A=~ 1.08 \
/, — A=~ /.44
/ \
A=~0.68 \
\
/ )\ 4=-0.73
\
| \
A=+0.63 | \
1
]
/ i A== 0.26
[ i
/ 7[% "
A=+0./3 Lt 74 N R
N i \ \
/ ~— \ A
i ol \ B
/ / R i
A=+0.26 } / A !
/ 4 T ;
’l // i/ \\ w\ A==0./6
4=40.07f— / A |
g \

) 7 0 = 4006
=-0.40 " S/ Scole~ N ! 4
v 7 /nches R /

S8 “ of \ B A
N .
= 2. 7 I ik warter. e //’
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CASE 7. 00 RRPM. 70MPH
.
A=~1.69 & =i
// \\\
4=-3.03 SNA=-1.43
7 L\’//_\/ \\
A=-2.66 I~ )
/ /\‘»4= - /.35
l, ‘I
: \
Ao ao ) —AA4=-0.80
H )
/ ' 4
- L \
A=+0.66 K> \A= 0.00
! \
L i \
o 3
/ I \
lll ’/ T \\\ \
= s/
A=+1.30 ; — —\4=40.56
1 / \ 1
I 7 2 \ \
/ / A I‘
= f M — | \
st R A —=4-0.10
/» /' \‘

G [ / N +
»4-»“0-.94:‘ 7 10 % \A=+0./8
i \ et L 7 Scole - R\ /I

=+0.70 < 7 Inches < “A=+0.02

\ 5 of \ /
N - NS &
S R e e -~ walter. SN ol
G O R e e NI SR o L e 5
2
CASE ¥. 600 R.RM. 80 MAPH.
A=-JA44/\ S A=-2.32
§ ———_\__/\\
= / / b
A=~267, — NA==2.76
/ /_\/\\
I
A== .76 N 4=—223
! /’\/\
1 \
A-2.541 \
=2 \
[ et
] \
/ i \
A=-0.2/ | \
g ”\\/ \'/“ o
f \
1 \
1 1
f }
/, /7 \ ‘\
A=+0.23 | 7o X \ o
W e etk
/ # $ % i “
L — . A § ol
[I // 7 \ \j\\l
A4<~0.06 | / ‘
e — 0 — A 4=-0.34
A==0.70 ‘\\ // Scale-- \\\ "
2 — e Jnches - ' A4=-0.06
\\\ ,// Of \\\ ’I
LT et water. 250 o

£rg. LT
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CASE V. 600 RRM. 100 MRA.

!
!
!
L e e e e e e e e
l’r /7 \\\
A=+0.38 f—7— il e N A=+ /.26
'I\/ / 2% N \
/ \ \
,’ /’ \\ ‘\
As20.49. e A=+0./6
0. | ng—f 7 \\\ \)\‘
] // \\ \
{ 7 p e
A4=-0.60 § 0 T A 4=#0.36
'\k /// Scole- ‘\\ v
A=-0.59 ‘\\ ” Inches N I’ =%0.22
NS ; orf \\\ /
N v warter. N 7
(o A s N U T G o =
CASE & 1900 RPM %5 MPH

/ \
\
“\ A=+3.25

\

\
\
— \‘A\A“aza

\
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CASE . /400 RRM. 50 MRH.

<,

4=+6.02, o &4\/‘&»\26‘0
/| \\
,4:,;4_40,"/ t \,4=f/_54
/
A=3./2 \ 4=+ 166

\

\
/ W \
,4:,2145,/—\‘_’_’/_\—/ 4‘.4=f/.45
’

N
: N A=-5.9¢
\
| \
A=*‘2./5,‘I \_/- \/ e SN
/

—— s \
\ \

A=r7.70

y € ]

\

\ o
A=12.65 \.,/ 7 2l \7 A=+3.70
A=+ zss“v y I R A=+ 168

X

/ / s /
/ \ /
'4"025\\\/f T 4 b ————4=r070
/_/7 1/5; A S T SR LR Y 7 Scalerinches of water  S=dase o o sot ML Ll ST P B =
CASE 7. 1400 R.FM. 70 MRH

=467 & T INA=-10.53
A=+ 118 ' \A4=-0.79
. \
!

)\A=-0.53
\/\\
\

\

\
)

\J\4=*0.43
\

A:»‘/,&&L_’/
7
/




REPORT NATIONAL ADVISORY C

1400 R.RPM.

OMMITTEE FOR AERONAUTICS.

80 MRH.

T jq A=+2.82

A=+4.05, \
! M
,,__,,ZJ‘,;’/\/__X \A=+2.85
'
II \\
/ \
A=+ 105} — \ A=+ /.60
/ \
II’ ‘\\
*+ 100 fF———— . %\ A=+0.85
/ \
/
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CASE T .

OO RN, N TOME,

59

Frg. 120.

A=+0.30

.

\
A=+200 ~

\
A=+3./5

Fig. 122.
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CASE I 1900 RPM 45 MPH CASE I /400 REM. 50 M.RH.
I
4 A ) P Lo ool |
’ e e 0 - =
, v ST e = B i
’ Left side T== —~ur] m S
0"\/ // = soe = = —-—..}{ 0 S 1\%_"“-«—_
: f} /. i E ) |
SINGY : $ N N
5 R N | Y
S Q ;’ 8 N ~ |
i ~ 5 o ~
o 1S
Q:‘ Q
S Oirectron Cu.in.of Tofo/load Founds S Direction Cu.m.of Totallood Pourds
& ofaction. waler inpounds. persg.ft. s ofaction. water. inpounds persg.ft
a ol plone- Up. 898. 32.5 .08/ f il plone. . 604. 21.85 .728
N Elevator 290. 10.5 474 g Elevotor: 366. 13.25  .596
Total 43.0 824 P Total. 4 3550 672
~N
g 7 = ; 5. i
e 9. 123, Llevator moment about tunge =/02.6 . 1bs. "79 124, £levator morment aboul hinge = /52.in. tbs.
CASE T 1400 REM. 60 MPH CASE 1. /400 RAM. 70 M.PH.

N
L
/. 5 N
8 \ Rrght side. :, &1‘)
i)
<
2
¥ Oirection Cu.in.of 7otolload Pounds Direction Cu.in.of Totallood Pounds
S ofaction. wafer: /npounds. persq.ft. ofoction. waler. mnpounds. persq.ft
5 Tail plone.  Up. 568. 20.6 685 Tailplone. Down. +34.  +/.23 .04/
g Llevator: 304. /1.0 495 Llevator: Yp. /64. 6.66 .300
a 7otal. 3/.6 605 Total ” 7.89 15/,
~N
f_/g /25, Elevaror morment about hinge = 73.5 in. Ibs F/g 126. Llevator moment about hinge =~ 14.8 . lbs.
CASE 1. /400 RPM. 80 MPH. CASE 1. /200 RRM. 45 MPH.
:
8% w
3 3
s *4" 525 S
AR b i S
‘. 0 N— /\/ _____
Right side.
P L S
2 ] s
¥ § N
o 3§ <
U
0\
&
Oirection Cu.n.of Tofo/lood Pounds \: Oirectron: Cu.in.of 7ofollood Pounds
ofoction. waler. /inpounds. per sq.f1. g ofaction. wafter. inpourds. oersg.ft
7o/ plone. Down 0.0 .00 .000 o Toil plone.  Up. 808. 29.20 974
Llevalor Up. 664.0 24.00 1.08/ N £levator.. 88. 3./8 /44
Tofal. “ 24.00 459 tal. “ 32,38 .628

Llevator moment obout hinge = 294 in. bs.

rig. 128.

Elevator moment about turige = 34.4 . 1bs.
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CASE 1. /200 RPM. S0 MPH.
Jortal.
+4 [- o
L ara ——
N e
ol L Right side. 1
v N 3
g S R
v ~N
S
S !
t Oirection Cu.mn.of Tofolload Pounds
8 ofoction. water. inpounds. persq.ft.
2 Tar/ plane.  Up. 380. 13.40 446
2ol Llevator: " /36. 4.92 22
Total. “ 18.32 357
/.-/q 129 Fflevator moment about hinge = 4.92 . /bs.
CASE 7 y 1200 RRM. 70 MPH.
=
S
3
/k LT D
o (T ]
ST ____’_-_.\\:,/,'I
-4
\_7/-right sice
gt
v
L
2
N Oirection Cu.in.of Jofalload Pounds
S ofaction. water. inpounds. per sq.ft.
5 Tl plane. Oown. -28. -~ ~1.0/ .034
g Elevator: " -40. =1.45 .065
n Tofol. b -246 047
~
Frg. 131. Flevator moment obout hinge = —96.7 in. 1bs.
CASE 1. S00 RRM. 45 MPH.

(9] Q_/’ 7
7ot
L ~— //Y}/?;hf side.

-4
v
<
9
S
v
S
o‘
t Direction Cu.in.of Totalload Pounds
g ofaction. wafter. inpounds. persq.ft.
3 Tall plane.  Up. 122, 4.42 147
3 Flevator. Oown., =-462.. -16.70 7253
Zotal. " -/2.28 L35
ﬁg 133, Flevator moment obout hinge = —309.0 in. 1bs.

66.6 £

CASE 1. /1200 RRM. 60 MARH.

ey
et
B |

-~ —

-2 W X
v @ :

S N N

f_, Y xe

S

0‘

'E Direction Cu.in.of Jofolloaed Pounds
g ofaction. woter. npounds. persg.ft.
) Tai/ plone. Up. 260. 9.40 .3/4
Pl Flevator: " 54. 95 .088

JTotal " 1435 = 174
£1g. 130. Flevator moment about hinge = -43.9 in. /bs.

lCAS[ i 1200 RRPM. 80 M.ARH.

_E

N

™

%

Q

N,

ST N
S
18.4"T
/7.9"E

8
e
| Direction Cu.in.of Tofo/lood Pournds
| ofaction. woter. inpounds. persq.ft.
% Totol. /il plone  Down — —//88. -43.0 1430
£Llevator “ -380° =138 .620
20 Total p -56.8 1087
f-/g 132 Flevotor moment obout hinge = -247.0 in. /bs.
CASE 1. 900 RPM. S50 MRH

el
P L e ST e
ol
e
Q
e
Y
b S
S
b
L Direction Cu.in.of 7ofalload Pounds
g ofaction. wafter. inpounds. persg.f.
,g T/l plarre. Yo. 5/6. 18.7/0 624
5 £levafor:  Down. =200 o d2S). * -0326
Totol. Yo. /7.985 .344

£ig. 134. £levator morment about hinge = —2./75 1. /.
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CASE T, 00 RRM. 60 MPH. GASE 4 S00 RRM. 70 M.RPH.
o 3 o
N g N
S Al N — ¥
—_— \] I Right: ~ — el Ly
S s e e oal Tr N et
a3 57 Leftside. =2 ‘Left side. T
E’ 7ofol.
< 8
Y
N
3
= /2 Jotal, *
t Direction Cu.in.of 7otollood Pounds By Oirection Cu.in.of 7ofolload Pourds
g ofaction. water. inpounds persq.ft  § ofaction. water. inpounds. persg.ft
a Jai plone. Oown. -28. - 1.0/ L0337 § o/l plone. ODowrn. ~4886. (770 590
~ Flevator w -68. -246 A & £levotor: “ =82 =97 134
7otol. u -347 .0665 3 Total. 7 -20.67 .396
~N
F/g 135, Flevator moment obout hinge = =73.8 in. 1bs. /‘_/g /36. £levafor morment about hinge = — /9. in. Ibs.
CASE 7. 900 RRM. 80 MARH. CASE 7. Q00 RAPM. 80 MAPH
Ry
¥
R S| W & :\1
3 > “ ) S
4 QYR D +4 I' -y %
I
e e T ey — P
0 \‘ \ S \I 0 S
—\-g—\_jl
et —_— %
i o i =
8 8
/2 e
Oirection Cu.in.of Jotolload -Pounds h] ool Oirection Cu.in.of Toftollood Pounds
ofacton. water. inpowurnds. persq.ft 2 Ches ofoction. woter npounds. persq.ft
1 Tailplone. Down. -15/2. -5480 1820 S Toilplone. Oown. -988. -35.8  [./90
X £Llevator: “ -272. - 9.85 4494 9 Elevator £ ~354. -/2.8 .578
0\ | 7orar Total. ” -64.65 /240 7019, " -48.6 .930
/‘-/g 137 Llevafor morment about hinge = = 182. in. /bs. F/g /138 Elevator moment about turige = -256. 1. Ibs.
CASE 7 600 RRM. 45 MPH CASE T. 600 RRM. S0 MAH.
8 Total.
JTofol.
g e
—

-

A

Lbs per ft,of chord. &

F1g. 139.

¥ BT

6.23 4T
18 0%

Direction Cu.in.of Toftalload Pounds
ofacton. water. inpounds. persq.ft.

7o/l plane Yo. 996. 36./0 1.207
Elevator v o444 8.84 .398
Tofol. o 44.94  .860

£tlevator momenrt about hinge = /32.6 in. /bs.

S
Lefliside i =i

9| A \:%.\\\_7{
Lol 5

v = :

C & N

9 3 9

R Y N

S

ow

o

i Direction Cu.in.of Totalload Pounds
& ofaction. water. inpounds. persq.ft.
g 7ol plane. Yp. 964. 34.90 /1./62
= £levator: “ /100. 3.62 163

Tofal/. " 38.52 s T

Fig. 140.

Llevator momernt about fiinge = —9.66 in. Ibs.
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CASE 7. 500 RRM. 60 MPH. CASE 7. 00 RRM. 70 M.RHA.
l N
5 .
Q
Total. X
it — T Right sick N
— /ae.
- — T e e ——— :
et ey TN .
\ =, ~ - Ty - — _——
| ignt sice. T T g
e it Left
I S W : f
2 S S ST/
J N ¥ U
S
S 9
i ' £
W Direction Cu.in.of JTotallood Pounds N Oirection Cu.in.of Jotalload  Pounds
3 ofaction. water. mnpounds. persq.ft. 3 ofaction. waler. mpounds. persq.ft.
i 7ol plone.  Upo. 504. 18.23 .607 0 Toi plone. Down. -204. —7.39 246
b ELlevortor: " 668. 2.46 S o Llevator: Yp. 2170. 7.60 .342
7o7al. “ 20.69 .396 Toral. “ ) .0040
F1g. 141. £levator moment about hinge = ~S.85 in. lbs. Gilg. 42 Flevator moment about hinge = 78.3 1. 1bs.
CASE 7. 600 RPRM 80 MPI GASE Z, 600 RRAM. 100 M.RA.
B
g ~ y
X 5 ~ o
o) X
+4 — — —— %
r Right = e e ] i [ s o \ &
0[ \)/ \] 0 I T e ™ g
— —_—
i - o %
4 m—— Z7 S B 4 - Ne >
= i ol — =
\\ j s eft side. = :‘
8 5 8
~
12 s T 2
N Oirection Cu.in.of Tofo//ood Pounds Oirection Cu.in.of 7ofolload Founds
\{ ofaclion. woter. inpounds. per sq.ft. ofoction waoter. inpounds. persq.fi
8 Torlplone. Down. -658. -23.80 — .794 ’g Toil plore. Down. -12/6. -44.0 1.466
4 Llevotor:  Up. /02, ' 3.70.  ./66 v Elevator: wl =64 = 6.66 1 .300
70tal. “ -20.10 576 & 7ofal Total. “ -50.66 97
9
Q
Frg. 143. Elevator moment about hinge = —/4.8 . /bs. N Fig. 144. Flevator moment about hinge = —/65.4 . (bs.
CASE . /400 RRM. 45 MPRH. CASE ! /400 RRM. 50 MRA.
Total.
LEe- ~
+4 ’> //’ T o 4
— ~ i
OV // N “—B’K 0:/ i——m I
N:‘ — i I
Right
’:I’ \_,/ side. N &4 /< e
N N W \ Right side. ™ N
g %) ‘Q a8 J i =
0y A S - & 5
S Y
¥ 9
C Direction Cu.in.of Tofalload Pourds S DOirection Cu.in.of Tofolload Pounds
3 ofaction. water. inpounds. persq.rt S ofocton. water. w1 pounds. persq.ft.
2 Toi plore.  Up. 854. 30.90 1.029 Ey Torl plone.  Up 590. 2140 e
< Elevator, “ /36. 4.92 022/ é Elevator: “ 244. 8.82 397
7otal. “ 35.82 686 & 7otal. " 30.22 -S579
¢ Q
. N .
Frg. 145. £levator moment obout hinge = 4.92 in. Ibs. Frg. 146. Flevalor momen? about hinge = 98. in. 1bs.
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CASE .
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/400 RRM. 60 MARH.
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CASE T /400 RRM.

70 M.RH.

7ora/.
i - )
Le’ B =—&, Q et i P
1 L '/‘ e e %Q = 7 /’
e —
=g /‘/?/'9/7/ side N, '</?/'g/7/ side. |
= -4 Laft: / |
Y u
X L)
8 o g N
E- Ae)
g 2
39 Direction Cu.in.of Jotollood Pounds Oirection Cu.in.of %oftallood Pounds
S ofaction. water. inpounds. persq.ft Jo o ofaction. water. impounds. persg.ft
¥ Todlplone. L. s0. 3.26 . 109 ¥ R Toilplone.  Dowr. -226. -8./8  .273
g Llevator: “ /62. 5.86 264 = Llevator. Up. 278. 10.05 454
P Total. /s Sl )75 S Total. ; /.66  .0356
~ Q
Fig. 147 Llevator moment about hinge = 48.9 in. Ibs. S q. 148. £levator moment about hinge =/03.6 in. lbs.
CASE I 1400 RPM. 80 M.PH. CASE 1. 200 RRM. 45 MPRH
Ay}
v
B
¢ 3
o e Total.
[ [-/ g S e e ===y
0 S = e s
S Ll\/(ﬁ/'g/n‘ side. o
—a = I w
S < S
s 5 R S
“6\
2 N ; 3 2
Oirection Cu.in.of Totalload Pounds L Direction Cu.in.of Tofallood Pounds
ofoction. water: npounds. persg.ft g ofacton. water. inpounds. per 5q.77
o Toilplone.  Down. -840. -304  10/4 4 Toilplone.  Up.  556.  20.15 .67/
Llevotor: Up. /16. 4.2 /189 ) Llevator " /90. 6.88 .3/0
0 Total. Down. -26.2 502 Totat. ,, 27.03 . .5/7
Frg. 1439. Elevator moment obout hinge ==-14.8 in. Ibs. £1g. 150. Llevaror morment about hinge =/37.8 in. lbs.
CASE 7. /200 RRM. S0 MARH. CASEVIL: /200 RRM. 60 MAH.
575, %
7 +
,4{ S \76 al. 4} Lfﬁ" e
e e e G2 e SE=a e
7 7 T == ——
3 _/ Right sicte. [ A Right side.
;’. L £ N | : e Wl
& 3
S N Q| 5 o ©
g o N| < N N
O o =5 N A Q
5 5
= S
1‘ Oirection Cu.in.of Tofallood Pourds Y Oirection Cu.in.of Totalload Pourds
g ofaction. wafer. /npounds. persq.ft. g ofaction. water. inpounds. persg.ft
4 Tall plone.  Up. 372. . /350 450 4 Tai/ plane.  Up. 644. 23.3 725
N Llevator: “ /122. 4.42 99 o~ £levartor, " 7196 7./ 32
Total. " (7.92 399 Total. " 30.4 582
F1g. 151. Elevotor morment about hinge = 78.6 ir1. /bs. £1g. 152. Llevafor moment obout hinge = 58.8 in. Ibs.




HORIZONTAL TATL SURFACE OF AN AIRPLANE. 65

/1200 RRM.

70 MPH.

Lbs per ft,of chord o

-

298.“T
Lbs. perft,of chord. \

Lbs. per 11, 0f chord.

Oirection Cu.mn.of Tofollood Pounds
ofacton. woater. inpounds. persq.ft

Joi plone  Down. 6. = 218 .0072
flevartor Up 74. 2.680 el
Total “ 2.462 47/

tlevator moment about hinge = 40.4 in. Ibs.

800 RRM. 45 M.RA.

Direction Cu.in. of Tofolload Pounds
ofoction. water. mnpounds. persq.ft

Tail plore.  Up. 800. 29.00 .964
flevotor:  Dowr. SO, -/.95 .088
Torfal. Up. 27.05 2/8

Flevator moment about hinge = —24.4 in. bs.

800 RRM. 60 MRH.

Oirection Cu.mn.of Totallood Pounds
ofoction. wafer upounds. persq.ft

Torl plare Yo. 28. 1.015 0338
Flevator: " 40. 1.450 .0653
Tofol. " 2.465 047/

[levator moment about tinge = 48.4 in. lbs

wr

48.

CASE Z. 1200 RRM. 80 MAPH.
N
Q
N
+4 [— ﬁ)
gl
W
]
o
e
Ry Direction Cu.in.of Tofalload Founds
i ofaction. water. w1 pourds. persq.ft
R Joil plore. Dowrr. -540. -/9.500 .650
3 Elevotor.  Up. 4. 145 .0065
Toral. Dowrr. =/9355 .370
rig. 154. £flevator moment about hinge = /1.6 . /bs.

00 RRM. 50 MRA.

CASE .

o
el
i
)
<
0
b
0‘
‘: Direction Cu.in.of Totolload Pounds
g ofaction. water. inpounds. persq.ft.
2] Tail plone.  Up. 6/0. 22.10 A3
B flevafor. Oown -34. ~4.23 .0555
Total. Up. 20.87 400
Frg. 156. Flevator moment about hinge = -9.85 . /bs.
CASEI; 00 RRM. 70 PP/
|
+a r Total. \
: I ,{- o iy I e —_——
\Leftside. = —===f-=—" oE
-4 —Right. ~ l\]
; | o
: S8
O
N
0\
= Oirectron Cu.in.of Tofolload Founds
S ofaction wafer. mpounds. persg.it
o Torl plone.  Up 88. 3. /80 . 106
3 £levator: " 20. .724 .0326
Tofal. " 3.904 0746
f1g. 158. Elevator moment obout hinge = /9.3 1. l6s.
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66 REPORT NATIONAL
CASE Z. 00 RRM. 80 MPH.
|
S
‘q r 12;
[ Fall
0[ T — — — | /%, ———— \]
s e[l SETeCe|
oy N
]
8 ~Right side <
72 Oirection Cu.in.of 7ofalload Pournds
N ofaction  waoler. mpounds. persq.ft
s retal Toilplone. Down  -576. -20.90 695
i £Llevotor. Up. 34. 1723 2055
N Total. Dowrr /T 6 R
3
N /-’,g P Llevator momenf oboul tunge = 9.84 in. 1bs.
CASE ZZ, 600 RRM. 45 MARH.
S
el
S
L0
g 7 == == St
[
)
S
o\
‘\: Oirection Cu.in.of Tofolload Pounds
g ofaction. water. inpounds. persg.ft.
g Tai/ plorne.  Up. 720. 26./0 .868
F Flevolor. Down. =/76. -6.37 .287
7o%al. Up. 19.73 378
Fig. 161. Elevator rmoment obout hinge= (9.6 m. Ibs.
CASE . 800 RRM. 80 1H1ARH
N
S
*4 [ 707’0/ . A
o Lefﬁ-fé’\ B .
NS ‘Rigrt sice. = e ——
10
y B
5N
bt
S |
S
RO
‘: Direction Cu.in.of 7oftallood Pounds
g ofaction. water. inpounds. persg.ft
4] Taid plone.  Up. 224. 811 .270
by Flevator:  Dowrr. -68. -246 S
Total. Up 5.65 /08

Llevator moment about hinge = =9.85 . 1bs.

*4

0

A

Lbs.per 11, 0f chord.,

ADVISORY COMMITTEE FOR AERONAUTICS.

_CAS[ Z. Q00 RRM. 90 MPH
E
Dy
= = R
R 5| |
ar Q NI
0 Y NG LI o \J

-7

/2
Direction Cu.in.of Jotolload Powurids
ofaction. water. i pounds. persq.ftf

Tailplone. Down. =-/460. -53.00 1.760
Llevator. " ~ 108 «i- 3.9/ ST6
“en 7oral. 7079/, 3 -56.9/ 1090

Frg. 160. £levator moment about hinge =-63.4 . Ibs.
CASE II. 600 RRM. 50 MARH.
Jota/

|

~La

3

835
<
9
t Oirection Cu.in.of Jotallood Pournds
g of action. woter. /npounds. persg.ft
g Tailplone.  Up. 584. 2l./3 .704
N Llevotor  Dowrr. =224, -8.// JES

Totol. Yo. 13.02  .249 "
F/g /162, Elevator moment about hinge = 113.0 in. Ibs.
CASE . 600 RRM. 70 MRH.

Rghts r e ~=— e L — —_
I )/,——\ _—— —== = —=
/ /A\Leﬂ srde. ST
N %
¥ S
Total. o %)
< S
Oirection Cu.in.of Toftallood Pounds
ofacton. wafter. /inpowurds, persg.ft
7ol plone.  Down. -54. ~/.96 .065
flevotor Up. 88. 318 143
7otal. “ 423 .0236
Fig. 164, Llevortor moment about huinge = 73.7 in. 1bs.
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CASE I 600 RAPM. . 80 MAH.
+4
[
o
-4
8\
2
> Oirection Cu.in.of Tofalload Pounds
S 7ot ofockon. water. inpounds. persq.ft
G Toilplore.  Down. -9/0. -32.95 1095
LY Elevator 5 —/22. |- 42 ./199
] Total. G -37.37 716
~
£79. 165. Llevator moment about hinge = =54.0 in. /bs.
CASE T /400 RRM 45 MAPH.
Jotal. }
'4}' Lett
LRI R g i T e
okZ ///_\'/“—-\,h1 —== |
T
A [ x
Ll
g }_\ / Right side. I W
o =01
o\ g
Y
2
Y Direction Cu.mn.of Totolload Pounds
{5 ofaction. water. mpounds. persq.fl.
‘f‘ il plone Up. 470. /7.0 567
a Llevalor: “ 4/6. 15 676
9 Tota/ “ 325/ 618
3 g
Fig. 167. Flevator moment about hinge =/82.7 mn. bs.
CASE 7. /400 RRM. 60 MR/,

w
i
o

/2
Direction Cu.in.of Tofallood Founds
ofaction. water. inpourids. persq.ft
,/g Joil plane. Down. -296. —10.7 = I87
< Elevalor: Yp. 266. 9.6 433
& Total. Dowr. — 021!
9
Q
N Frg. 168. Flevator moment abouf tunge = 5.08 in. /bs.
& g

bs. [Tt cd.

1
A L

6

20

160.0 "E

CASE 1. 600 RRM. /00 MAH.
N
N
(o2}
r Y
| ! £ ?&*&\ ~
- " B — —

CASE 1.

Oirection Cu.mn.of Tofallood Pourds
ofaction. waler. mnpounds. persq.1t.

7o/ plore.  Dowrn. ~/430. -5/.8 /725,
Llevator: “ =BG 2T .0098
7otal . " -52.0/7 997

Levator morment about hinge =-34.75 in. Ibs.

/1400 RRM. 50 M.RH.

-4
&
i
2
U Oirection Cu.in.of Totalload - Pounds
s ofaction. water. npounds. persq.rt
& Toil plone.  Up. 326. /1.8 .393
“;) Elevaror: o 508. /7.8 .802
% Totol. “ 296 567
3
[£1g. 168. Flevotor moment about hinge =/87 in. /bs.
CASE T 1400 RPM. 70 M.RH.
Ry
N X
Q|3
8
™ ‘}:‘4
o
(4]
-af\
8
4 Direction Cu.imn.of Tofalload Fourds
ofoction. waler. inpowunds. per sq.ft.
© il pilane.  Dowr.  =610. -22./0  -.6/3
Lrevaror Up. 494. 17.85 .396
ZO‘— Jotal Jotal. Dowrr. - 4.25 .08/
/‘_/y /70 Flevator rmoment about hinge =/52. . /b5.
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2
R
N

1400 RRM. 80 MPH

9977
& Lbs)rtcd.

Q

/2
Direction Cu.n.of Totol lood FPounds

% ofoction water. 1 poOUNdSs. per sg. ft

-Right 7oi/ plone.  powr. -/ 094 =39.6 1.320

5 Llevartor: Y. S$8e 2757 850
ol

Jota/ Down. 8.5 354

24t

£Llevolor morment obout hinge </83.5 /n Ibs.

CASE . /1200 RAM. S50 MARH.

- Gt ~ -
it ~ W
Y L
Y S N
3 Bt e
e Oirection Cu.in.of Totolload Pounds
! ofaction. water. /npounds. persqg.ft
g Tailplane.  Up. 370. 13.4 446
3 Llevator: ., 358. /3.0 584
iy Total. a 26.4 .505
(19. /73, Llevartor moment about hinge =/44.3 in. /bs.
CASE T 1200 RRM. 70 MPH
~
i
ol
NS Q
; . Y
& L /L —Rrght side. N
2
X Oirection Cu.in.of Totallood Pounds
é 7orol. ofoction. water. inpourids. per sq.1t
§ Toilplone. Down. -608. -22.I'° .734
R Llevator: Y. 366. (3.3 5597
8 Jotal. Down. - 8.8 .0/7
L1075 £levator moment about hirnge=171.6 in. lbs.

Lbs per T1 of chord.

CASE 7.

1200 RRM. 45 MPH

2L R
i s N
9 R N
Ny
3
9
&
t Direction Cu.in.of Tortolload Pourds
g ofaction. wofer. inpounds. persqg.ft
9 %o/ plone.  Up 746. 27.0 .800
N Lrevoror: " 396. 2.5 565
Toral. “ 9.5 756
Frg. 172 £Llevator momenrt obout birge =/5/.3 in. Ibs.
CASE I /1200 RRM. 60 MPH.

N
o N
_/ [ Right side. :g 2
7otal.
Oirection Cu.in.of Tofalload Pounds
ofaction. woter. inpounds. persq.ft
Tail plarie.  Dowr. -68. -2.46 .82
Llevalor. Up. so2. -/8.20 .820
Total . " 15.74 .30/
F1g.174. tlevator moment about hinge =175.0 in. lbs.

S
!\.
N

200 RPM. 80 MPH

bs./f.cd.

SL25T

—
&L

a
-4
&
2
— Right Oirection Cu.in.of Tofallood Pounds
side ofacton. woter. 171 pourids. persq. 1t
1 - 5
© Toil plane, Down. -1264. -4580 1524
A Llevator. Yo. 380. 13.75 620
g Totol. 7otol, Oown, ~32,05 a3
Fig. 176. Llevaror moment obout hinge = 444 in. lbs.
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CASE 1T, 900 RPM. 45 MRH
= 4[_ Total
Cmo———— =
0| == =
8 .
¥ 5
§ i
)
S
°
E Direction Cu.in.of 7ofol lood Pownds
g ofaction. waoter. Inpournds. persg.7t
4 7arlplone.  Up. 530. /9.20 638
o) Llevator: “ 110 3.98 180
Total. “ 23./18 444
£1g: 177. £levotor moment about hinge = [/6.0 in. [bs.
CASE T . S00 RRM. 60 MFRA.
=
S
e L
Right side. e
01 P = -
’—_-———’_-_—--—-" ‘\—
/ NLeft side.
2N W
7oral. q,
g S
&
Q
™ Direction Cu.in.of 7ofollood Pounds
S ofaction water inpounds persg.rt
b
t Jo/l plone. Down. =262. -9.50 2/6
3 Elevator: Up. /76, 637 A4/
4 Jorfol. Dowry. =3.713 060
~N
/‘_/_9 1789. Llevator rmoment obout Ainge = 63.6 . /bs.
CASE 1. S00 RRM. 80 MRH.
LS
S
¥ b
0 I

Lbs. [fl.cd. &

/-—_.. T [P

- ——

/0.6 "E

Direction Cu./n.of Jotol lood Pourrds
ofaction. wafer. hpounds. persq.ft

7o/l plone. ODown. —/286. -46.6 1.550
Llevator: Yo. 336. 122 548
Totol. Down., -34.4 .659

£Llevator moment obodft hunge=/28. in. /bs.

CASE 4T.

800 RRM. 50 MARH.

+ 4r Tofa/
—re = ~— - o
e /\/\ e
Mﬁ/’g/ﬂ‘ s/de. “\Z oF ﬁ’
¥ > .
€ 3
S N ©
3 N o
N
)
2
5 Direction Cu.in.of Tofolkood Fournds
Q ofacton. wofer. mpouwnds persq.ft
g 4 Tor plore.  Upo. 480. 17.40 579
Llevortor: “ /172 6.23 138
Total. 23.63 452
F1g. 178. £levator moment obout hinge = 78.5 in. Ibs.
CASE T . 920 RPM. 70 MPH.

bs. /1t cd. &

~ Fig. 180.

(ST F
L tos./rtca. ‘Q
(é

Q

Oirection Cu.n.of Tota//lood Fourids
ofaction. waoter: 1npourds. persq.ft

Torl plone. Oowr. -986. =957 7./90
Llevator Up. 324. 167 528
Total. Dowry. -24.0 460

Elevator moment obout hinge = 94.8 in. /bs.

800 RRM. 80 MAH.

Total

Fig. 182.

Direction Cu.in.of 7otalload Pounds
ofoction water. wnpounds. persq.ft

7oil plone. ODown. -/200. -43.40 /45
£levortor Up. 386. /4.00 63
7otal Dowrr. -29.40 56

Llevator moment obout hinge =/66.0 in. lbs.
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CASE I 600 RRM. 45 MPH. CASE 1. 00 RPIM SO MR,

!
\
\
+4 r Jotol. ] |
- = o= = gt
o gl = T S e — e \
I -~ W Left side. g
el
B o w ‘;L 2| w
i N Q| S o S
9 N N 8 Q S
S | R I N
“6\ ’ Q
& Direction Cu.inof Totallood Pounds i Direction Cuin.of Tofolload Pounds
g{ ofoction. wofer. * inpourds. persg.ft 8 ofaction. walter. inpounds. persq.ii.
| 8 Toil plane.  Up. 778.  28.20 940 4 Tor! plane.  Up. 508. /1840 - 6/4
‘ N £levartor: " 20. B2, 033 =y £Llevator. " 40. /.45 065 |
Totol. i 28.92 554 Totol. v /9.85 .380 }
; |
fFrg. 183. Llevator moment about hinge = 8.64 . Ibs. /‘_/9 /84, Flevator moment about hinge = /4.5 in. /bs. |
CASE 17T . 600 RRM. 60 MPRPH CASE I . 6005 RIBIT = O ML
o
;‘9
*4 lr [g r4
} Tk <
‘ 0 | al e e e ‘:}_{
B 5 st e~ —
o \Lelt side. Right side —T~—— i
A l_ W Sl -« | |
vy otol Q by Q
é Q| %‘ 8 N J
< v |
2 & |
N Oirection Cu.in.of 7ofalload Pounds S Oirection Cu.in.of Totollood Pournds ‘
‘ ) ofaction. woter. inpowurnds. persq.ft S ofoction. water. mpounds. persq.ft |
Sy Torlplone.  Dowr. =70, N E) .0849 ¥ 7o/ plore. Dowrr.  420. =752 507
3 £levator. Up. 276. 10.00 450 & £Llevator. Yp. 3/8. 25 5/8
Totol “ 7.47 /43 o Total. Down —3.7: a5
3 i
~ 4 b
/‘_/9 /185 £levotor moment about hinge =/38. in. /bs. f_/g. /86. Llevalor moment about hinge =115. in. 1bs. [‘
|
|
% |
%
!
CASE . 800 RRM. 100 M.LPH. \
X |
CASE IIT. 600 RRM. 80 MARH. ;‘:’ |
=35 N |
ey J
‘I\ 14 r ('}‘3 ‘
| |
19 o
[l o = 5
v —~ i |
o N Lert 7 N} :
"
.
-7 i\
\ ~—
8 2 I‘ 5 L
\ ~Right s/ide.
/hé" 7;:, zal. Oirectrorn Cu.in.of Totollood Pourids 6 J ‘ Direction Cu.in.of Totol/lood Pounds |
h : ofaction. water. inpounds. persq.fr of action. woter: rpounds. persq.ft |
o Jailplone.  Oown. =912. =33.00 (/00 20 Toilplone. Down. -1770. -64.10 2./40
8 Hevator: Uo. 308. /1.16  .503 Elevotor: Up. 54. /.95 .088
g Total. Downr. -21.84 418 24 Toral Total. Oown, -62.15  1./9/
rrg.187. Elevator moment about hinge =/40.6 in 1bs. F1g. 188. Flevator moment about hinge = 88. in. Ibs.




HORIZONTAL TAIL SURFACE OF AN AIRPLANE. el

CASE IV. /400 RRM. 45 MRH.

7R
1L/SE

8 i
5
3 Direction Cu.in.of Tofolload Pounds
"5 ofattion. water. wpounds. persq.ft.
= Toilplone.  Up. 608  22.0 753
] Elevotor.  « 306 LIl 500
% Taro, {: E 634
N
Frg. /189. £levator moment about binge =123.2 in./bs.
CASE IV 14900 RRM. 60 MRH.

o
-4
-]
e
5 Total. Direction Cu.in.of Tofollood Pownds
e ofaction. waler. inpounds, persq.ft.
g Tod plone.  Up 94. 3.4 J13
g Llevator: “ 448. 6.2 RAT ).
> Total. “ /9.6 376
Frg. 19/ £levator moment about hinge =/87.0 in. /bs.
CASE I77. /4900 RAPM. 80 MFH.
N
<
=&
Q (8
I
il
A}
o
22N
&
&y %\/
\:/
2 bw'
i
s H % / Direction Cu.in.of Jotalload Pounds
.0 ofaction. waler: mnpournds, persq.fi.
5l \ ) Toil plore.  Down. -1076. ~-39.0 1300
Llevator: Yp. 630. 22.8 1.028
7otal. Dowrr. =/6.2 310
24
o Total. Flevator moment about hinge = 23/.0 in. /bs.
£1g. 193.

CASE 7. 1400 RRM. 50 MPRH.
Jotal.
'4}' Lef/;//‘(\_-—_——s\\ﬁ
o= y ==
/ Right side.
S “
P N
; 9
L
2
8 Oirection Cu./n.of [lofallood Pounds
9 ofacton. waoter. inpownds. persq.rt
X Jorl plone.  Up. 536. 19.39 647
g Flevator 576. 20.90  .940
g Jofal. " 40.29 77/
~
Fig. 190. Flevator moment obouf tunge = 241.0 w1.lbs.
CASE T /1400 RRM. 70 M.PA.
X
v
S
y
Ufps

(s}

2 :
Direction Cu.in.of Tofalload Pourds
‘ofaction. water. pounds. persq.1t.

& 7ol plone  Down.  —-692. -25.0 835
Elevator. Up 406 14.7 663
e Total Downy -10.3 9T
Glgi 192, Flevator motment about hinge =/07.5 in. 1bs.
CASE IV, 1200 RRM. 45 MAH.

T _—— —]

9.69 "€

s o

L | [

§ N |

L

S

Q

<

L Direction Cu.n.of Tofolload Pounds

g ofaction. water. inpounds. persg.ft.

7] Torl plane.  Up. 558. 20.2 673

¥ Flevator. p 224. 8./ 365
Tofal. " 28.3 542

£19.194. Flevotor mornent abouf hinge = 78.5 in. Ibs.
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CASE IY.

1200 RRM. S0 MRH.

]

| %

£

o Orrection Cu.in.of Tofolload Pounds
S ofaction. wafter: inpourids. persg.ft
i Toil plone.  Up. 374. 13.55 450

a‘ Llevator: “ IE2. 12.75 575

@ Totol, “ 26.30 504

~

[£71g.195. Elevator moment about hinge =/43.5 in. /bs.

CASE 7. 200 RRM. 70 MARH.

- ‘a—-‘.{_

CASE I7. /200 RRM. 60 MPH.

———— = |
o e M=

\-’ﬁ-/ L Right side.

-2 \Le/
&8
X' mror
2
oy Oirectiorn Cu.in.of Toftallood Pounds
S, ofaction. water. /npounds. persg.rt
&
% 7al/ plone.  Up. 40. 1.45 .0483
8 £levator. " 374, /355  6/0
g Total. 2 /500 287
~N

£rg./196 Llevoror rmorment about brmge =/30.5 . [bs.

CASE 7. /200 RRM. 80 M.PH.

X ’

9

=
-3
N
D r4

o e P
[ ight side. 1
-4 Eu
i Q
P N
/2
v Jofal Oirection Cu.in.of Tofollood Pourds
S ofoction. waler. tnpounds. persg.ft
3 Zoilplone. Oowr. /24,  ~4.5  ./49
§_ Llevator: Yo. 496. /8.0 8/0
§ Tota/ 2 13’5 258
fig. 197. Elevator moment about hinge = 207. in. /bs.
CASE 7. 900 RRPRM. 45 MAKH.

-4
{4
I8}
3
b T8
&4
?: Direction Cu.in.of Jotalload Pounds
QOJ\ ofaction. wafer 1npounds. persqg.ft
g Tail plare Yp. 772 25.80 860
= £levator: " 108. 3.9/ 176
Total. " 29.7/ 5132

F1g.1989. Elevator morment about hinge = 80.5 in. lbs.

SET AT

Direction Cu.in.of [lofalload Founds
ofaction. water: mnpounds persq.ft

7ol plane  Down. -6/0. -22./0 735

£levator Up. 244. 8.84 .398
Gl i) Total Down. -13.26  .254
[1g.198 Flevator rmoment about hinge =/13. in. /bs.

CASE 7

800 RRM. S0 M.RH.

L FRight side.

el K

¥ N

8 %

O =

S

0‘

: Direction Cu.in.of Total/load Pourds

= ofaction. water- inpounds. persg.ft

2 Toi plone.  Up s2e. /8.9 630

& Flevator. 7 210. 7.6 342
Jofal. " 26.5 .508

Fig. 200.

£levator moment about firge = 93.5 in./bs.




CASE Y

HORIZONTAL TAIL SURFACE OF AN AIRPLANE. 13

800 RRM. 60 MPA.

- / .
Right side.

4
R

Lbs per ft,0f chord.

Fig.201

CASE I7.

/46T

O
=
Y

N
AN
\

\

]

1

!

1

q
\

l\| ‘

10.75FE |1
i

Oirection Cu.in.of Totalload Pourids
ofoctiorr. waler: mpounds. persg.rt

Tarl plarne. Ypo. o9z, 10.59 FOZ
£levator: “ 264. 9.56 430
Total . " 205 .386

Elevator moment obout hinge=/02.5 . 1bs.

00 RARM.

80 M.ARH.

Total.

Lbs. [Tt chord. &

Fig.203.

+4

Oirection Cu.in.of Tofalload FPourids
ofaction. water: inpounds. persg.ft

Tor/ plane. Dowrr. =, -1.23 .04/
Llevofor. UYp. 488. 17.70 295
Total. " 16.47 JI5

Llevartor momenrt oboul hinge =/72.0 in. 1bs.

600 RAM. 45 MPA.

:

-4
¥
g
0%
&
BN
D)

0
©
Q
~

Fig. 205.

Direction Cu.in.of Tofalload Founds
ofaction. water. /mpounds. persg.fr

Tailplone.  Up. 970. 35.10 1.170
Llevotor. “u 230. 8.34 375
Tofol . “ 43.44 .832

£levator moment obout hirnge =182.0 in. /bs.

454°T

-

CASE I 00 RARM. 70 M.RH.
+4 r
ﬁ/’gﬁfﬂ"} ———
A b e SOl R
7 Left side |
Z N
< \/ :ql .Q
V‘l 9
) el
8- Jotal. » N
N
L
&
J Direction Cu.in.of Totolload Founds
(S ofaction. waoter. tnpourds. persq.rl
b Toilplane. . 66.  2.46 .0820
g Elevator. " 386. 14.00 630
g 7otal. " 16.46 315
~N
F/g 202. Flevator morment about hinge = 2(6.0 . /bs.
CASE IV, S00 RRM. 80 M.PH.
)G.
= i
3 3
N 5
+4 LY

CASE I¥.

Directiorn Cu.in.of Tofalload Pounds
ofaction. wofer. inpounds. persg.fi

7ailplone. Dowrn. =/262. -45.80 1530
Llevaior. Uo. 60, 2./8 .098
Total. Dowrr. -43.62 .836

Elevotor moment about hinge = =33.7 in. /bs.

600 RPM. -50 MPH.

0 = --‘:m:::%:—(
Right side. T Y

101E L m

Y © 4

§ o © :

& Directionn Cuw.un.of Totallood Pounds

= ofaction. woter rnpounds. persq.rt

3§ Toilplone  Up 522, . /a9 = %30

2 Llevator. “ /16 4.2 /189

& o7al. “ 23 443

~

F/g 206. Flevator moment obout hinge =37./ 1. 1bs
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600 RRM. 60 MPH.

v ’,
Total.
5 L L= —— ===
S A/‘?fgﬁf Side.
}_ N
-4 N
v $
E S
iy Oirection Cu.imn.of Totollood Pourds
S ofaction. weter: /npounds. persq.rt
4
”: Jorl plone.  Up. /82. 659 F=AC)
& Elevartor: “ a2 297 /34
9 Totol “ 9,56 /83
~N
f1g9.207. £levator rmoment obout hinge = 49.6 in. Ibs.
CASE 7. 600 RRM. 80 MPH

/2
0 Direction Cu.inof Totol lood Pounds
i 05y ofaction. woter: inpounds. persg.ft
N
S P Toilplone. Oown. -346. -12.5 417
t Llevator. Up. 496. /8.0 8/0
g Total. “ 5.5 /05
“
Q! :
N Fi1g.209 £levator moment about hinge = 225./ in. Ibs.
CASE V. /400 RRM. 45 M.PH.
X
0
N
D3 B
3 3
S %
)
f4[_ /\( S& N
[ A5 === = |
o . = =
= i e — S - \__—/
PR
= SNt
4" P54
B
N
Q
=
Direction Cu.in.of Jotallood Pourds
ofaction. woter: inpounds. persg.ft
%ol plane. powr. -386. —14.000 466
£levator: Up. 6. 2f7 00398
7o7al. Dowrr. /3,783, 264

Fig. @il

Elevator morment aobout hinge = - 39./ in. /bs.

NATIONAL ADVISORY

COMMITTEE FOR AERONAUTICS.
CASE IV 600 RRM 70 MPH
~
3
¥
0 e ===
W
“ &
©
N
8
i Oirection Cu.n.of Totolload Pounds
5 ofaction. woter inpounds. persg.ft
f, Jor/plore  Down. -204. =739 246
i Llevator: Yp. //6. 420 /189
8 7otal Dowry, -3./9 061/
~
F19.208 Elevotor moment about binge = 32./ in. Ibs.
CASE I 600 RRM. 100 MPH
E
N
2 NG
nl§
[
o
-4
A
&
N
Q
: e
L
™

Oirection Cu.in.of Totolload Pourds
ofaction. water: inpounds. persq.rt

%al plone  Down. -2034. -737 2.450
Llevator: Uo. 4/4. /5.0 675
Total Dowry. =587 /.124

£levator morment about hinge =/84.5 in. /bs.

/400 RAM. 50 M.RH.

Lbs.per 1T, 0f chord. o

Fig. 212

Oirection Cu.in.of Tofallood Pounds

ofoction. water. inpounds. persqg.ft

Jarl plone. Dowrr. =—942. =34./ 1 AT
Elevortor: Up. 400. 14.5 .652
Total. Dowrr. /96 ST

Llevator moment about hinge =/50.0 in. /bs.




HORIZONTAL TAIL SURFACE OF AN AIRPLANE. 75

CASE 7

/400 RRPM. 60 M.PH.

/2
¢ Direction Cu.in.of 7ofolload Pounds
g ofoction. woler. rnpournds, persq.ft
S 7or/ olone. Down. =—/082. -39.2 1.305
X flevator: Yp. 404. /4.6 659
4 Total. Down. -24.6 47/
N
Fig. 213. Llevator moment about hinge =158.5 in. lbs.
CASE T. 1400 RRPM. 80 M.PHA.
]
Q
x
i ~
> o
4 f R =
l < e
o e
N N2 7

Oirection Cu.in.of Tofollood Founds
ofaction. water: inpounds. persq.rt.

Joil plone. Down. -3/56. -114.10 3.8/0

20 Elevotor “ -150. - 543 @ .244
L JTorfal. " -119.53 2.290
24
f19.215- Flevator moment obout hinge =—-205.0 in. /bs.

/1200 REM S0 M.RH.

Leffs/d_ev,,’ .
S - o
—

8

3

3 Direction Cu.in.of Tofo//oad Pourds
S ofoction. waoter: 1npounds. persg.ft.
¥ Bilolone Down =570. -2065 688

b £levolor Yp. 2/0. 7.60 342

2’ 7otal Dowrr. ~13.05 250
~

Fig.217 Flevotor moment about hinge = 1/2.5 1. 165.

CASE ¥ 1400 RPM. 70 MPRH.
5
0
¢4‘ m
; "R AR SR
~ )
e R~ //
3 v ity
o
8r N
e
Owrection Cu.in.of Tofalload Fourds
) ofocton. water ipournds. persq.rft
ar 7o plone  Down -2360. -85.500 2.850
= £Llevotor Yo 20. 0.724 .0327
= Total Total Dowrr. -84.776  1.625
©n
<
S frg.214 Elevotor moment about hinge =127.5 in. bs.
CASE . 1200 RRM. 45 MRH.
K
~ % Wy
l”\" QY] )
4 - S r\‘
r/ \\ N B Rrop,
N\ N\Ler =2 '
0 \k\ = e e S f)_-r__\.jl
[ == e |
!’ oy — 1
= — Tal-
N To
s
3
<
9
\:‘ Direction Cu.mn.of Tofallood Fourds
3 ofaction. waoter: inpounds. persg.fr.
g Toil plone. Down. -496. -/8.00 600
~ £levaior. e =37 - /.23 .055
Toto/ ” ~/9.23 369

Fig.2/6.

Llevator moment obout hinge = (4.8 in. lbs.

/200 RRM. 60 MRH.

Lbs.per Tt,0f chord. o

Fig.2/18

Oirection Cu.in.of 7ofalload Founds
ofoction water. wnpournds. persq.ft.

7ol plone  Down /038 -37.6 1.250
Llevotor  Up 298.  10.8 486
Total Dowry. -26.8 5/0

£levator moment obout hinge = (/8.0 . /b5
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CASE 7. 1200 RRM. 70 MPH.
.\B
= i
3 s
S o
r4[— m
slas

Oirection Cu.n.of JTotol load: Pourds
ofaction. wofer: inpowurds. persq.rt

@ il plone. Down  -/822. -66.00  2.200
Llevator: Uo. (= 4.42 (99
Tota/ Down -6/1.58 1.180

Fig.219. Llevator moment about hinge = 41.75 in. lbs.

S00 REM. 45 MPH.

‘-:@
= 2 e

Oirection Cu.in.of 7ofallood Pounds
ofaction. water. /npounds. persq.fi.

Torl plone.  Up 48. 1.740 0580
Llevator. “ 20. 725 0326
Total. “ 2.465 0469
fig.221. Elevotor moment about hinge = 50.7 in. /bs.
CASE Y 00 RRM. 60 MAH.
S
D
+4 E
Lelt side. >
/; [ \/\ 4 Right ~ ,%"
— i [~
\>\/ e e
4} 2as
Y‘ Tofal.
Q
S
w“
2
\t‘ Direction Cu.in.of Tofallood Pounds
g ofoction. woter. mpounds. persq.ft
3 Jol plone. Down  -664. -22.50 .800
) Llevator: " =8 .95 0456
7otal. M -23.45 450

f1g9.223 flevator moment about hinge = —42.8 i1, lbs.

70.0"E

45.0"€

CASE I~ 1200 R.RPM. 80 M.RHAH.
?
3
Sqy s
ek i
m

Directiorr Cu.in.of Tofollood Pounds
ofaction. woafer. inpounds, persg.ft

© Toil plore.  Down. -2426. -87.90  2.930
Llevaror: Yo. 244. 8.83 .398
Total/ Dowrnr. =79.07. 1.515
Fig.220. Llevator moment about hinge = 49./ in. 1bs..
CASE 7. 800 RRM. S50 MAPH.

4L
i
£
G
<
S
s
t Direction Cu.in.of Tofolload Pounds
g ofaction. wofer: inpounds persg.ft
& 7ailplone. Down. -204. -7.39 .46
N Elevator. . “ -88. -2.46 R
7Tofal. " -9.85 /188
F/g 2e2. Lrevator moment about hinge = -39.4 in. /bs.
CASE 7. 800 RRM. 70 MRH.
N~
3
9
s r 5
o I_ N
G —
-4 Y
N
8 ~
2 ~
5 Total. Directiors Cu.in.of Tofallood, Pounds
5 ofaction. wofer. inpounds. persq.ft
’S_ 7ol plone  Dowrr  —(288. -46.60 1550
S Llevortor: Yp. /56. 5.65 254
2 Toto/ Dowry. -40.95 784
~
/'_/_9 224. Elevator moment about hinge = 9.84 in. Ibs.




HORIZONTAL TAIL SURFACE OF AN AIRPLANE. T

CASE ¥V Q00 RRM. 80 MRH.
]
S
3 b
R 9
+4r ¥

\
(R = |
/)
)
1

Direction Cu.irnof Tofolload Fourrds
ofaction. waoter: #7pounds, persq.ifi.

Toilplone. Oowr. -2920. -/05.70 3.520

20 Llevator. Yp. 68. 3./9 144
Total. Dowrr. -/02.5/ /.964
£ig.225. Flevotor moment about finge = 19.63 . /bs.
CASE V. 600 RPM 45 MPH.

84.6"T

L
?
S
S
ve
"
&
't Direction Cu.n.of Totol lood Pounds
g ofoction. waler: /npounds. persq.ft
4 7o/l plone.  Up. //6. 4.20 ./40
~ flevotor. Down. -352. -12.75 574
Total. “ =855 164
Fig.227. £levator moment obout hinge =117.9 in. 1bs.
CASE 7. 600 RPM 60 MFH.
N
2
)
+4 r “V’
ol N
exzaLOA,
> 4|. RighT.
T Total.
o
S
3
E Oirection Cu.in.of Totollood Pourids
g ofaction, woter. r1pounds. persg.ft
4 Tor/plore. Dowrr. ~442. -16.00 HI3
== Flevotor: Yo. 68. 2.46 SR
7o7al. Dowrr. -13.54 259

Fig. 228. Flevertor moment about hinge= 14.75 in. bs.

CASE 7. 800 RRM. 390 MR/

Lbs. [ft.cd.

FEHAIE

Oirection Cu.in.of Totalload Founds
ofaction. wafer. inpounds. persg.ii:

Toil plorne. Down =~ -3228. -116.90 3.890

20r flevator. Up /150. 543 245
Total Dowrr. =147 2.135
Fig. 226. £levotor moment about hinge = —=9.89 in. lbs.
CASE 7. 800 REM 50 MARH.
. - :; L:
e i’ Totol. Y 5
CN\ et i
0 ight side.
| S —— =
4l
14
S
A
G
3
E Oirectiorns Cu.in.of %ofalload Pounds
R OFaction. woter: mnpounds. per sq.lt
8 7oilplone. Down. ~-162. -587 ., .195
& Elevotor: " -150. -544 244
Totol. e =11.3/ elT
Fig.228. Elevator moment about binge =-61/.8 in. 1bs.
CASE V. 600 RPM 70 MFPH
~ ’
<
Qe

g Right side.__ ==

-4 \ o {;€ fi g - 1::

8 7 7l Y

} =

S Direction Cu.in.of Totollood Pourds
S ofoction. waler: inpounds. persq.ft
& Toil plore. Dowr. -874. -3/1.6 1053
by flevotor:  Up. 420 152 685
E Totol. Oowr. -16.4 3/4
N

F1g.230. £levator morment about firnge =/96./ in. /bs.
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Lbs. [t chord »

L tbs/trca

CASE V.

SHLUAL

600 RAM 80 MPH

‘\\\ —RL

Fig.23.

CASE 7.

285

7 R
gt Si9%—"_«
7

263 %E

Oirectron Cu.mn.of Tofalload Pounds
ofaction. waler: inpounds. persqg.ft

7o/ plane. ODown. —/6/4. -58.44 1.948
Elevartor: Uo. /50. 544 244
®ral.  Down. -53.00 1015

Llevator moment about birnge = —18.75 in. Ibs.

600 RRPM. 100 MRH.

e

/6

20

24

Directiorn Cu.imn.of Totol load Fourds
ofacton. waler: inpounds. persgft

7o/l plone. ODowrn. -3000. -108.70 3.620
£levator. Yo . /50. 5.44 244
7ota/. Down =/03.26 =~ 1980

tlevalor mornent about hinge = 5./6 . 1bs.




HORIZONTAL TAIL SURFACE

1400 R.RM:

45 MRH.

/400 REM

S0 MEA

Lbs. per rt,of chord.

36|CASE T

Jer
28
24
eo

/6

~
n

®

e
N

1400 RRM.

Lbs per ft,0f chord.

Lbs. per i, of chord.

OF AN AIRPLANE.

CASE W

24|

20

3
A
T

ot
17

1400 REPM. 60 MFPH.

A
v“-
—

Fig.235.

24|CASE T,
40
36

32

Q

Fig.237.

1900 REM.

79
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Lbs.per 11, 0f chord.

® N

<
A

Lbs.per ft,of chord.
|
A Q

[+

3
LY

Lbs.per ft,of chord

|
A

REPORT NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS.

CASE .

600 REM. S0 M.

Fig.238.

CASE TI.

600 REM.

20:M.LH.

-

28} fig.24/.

°Ze7519%

800 RRM. 80 MPH.

Lbs. per ft,of chord.

LbS per ft,of chord.

A

600 RRM

60 M.PH.

Fig. 239.

CASE W. 600 RRM. /00 M.RH.

361

32

24t

20 -

ey

64+ \ Fig.e42.




HORIZONTAL TAIL SURFACE OF AN AIRPLANE.

CASE I 400 R.RM. 45 MRH.

Frg.243. . Torque = Total moment = 6/3"#* about ¢

CASE 7. /400 RPM. 50 MPH.

Fig. o494 TJorque = Total moment = 668."* about ¢

CASE 1. /900 R.EM. 60 MRH

|
: |8
Wi
NI
: iy - |
F/g. 295 Torque = Total moment =460"* abou? ¢
CASE . /400 RRM. 70 M.RH.
r19.246. Torq@ue = Total moment = 406 * abou? ¢

2 [V/éws of farl from rear.

81
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CASE II. 400 R.PM. 8O MEH. "
| Sk
¢ 3
Vo~ RS
: I e- S L £
Liltlre | 9 Foci W I8
o 7 3 {
J{’ o
o A
’ 7
£19.297. Torqgue = 7of7al moment= 549.4"* about ¢ v
CASE . 200 R.RM. 60 M.RH.
f1g. 248 Jorque = Jota/ moment = 242" * about ¢
CASE Z. S00 R.RPM. 60 MPLH.
£71g. 2439. 7orque = Tofol/ moment=366.5"* obout ¢
CASE T 600 R.RM. 60 MRLH.
7
Al \fol'/p/a/_‘i%-,/ ________
: RN e
3 e
5 |
[ :
sIN
S |
NI |
(1. 250. Torque = Tofal morment= 284.1"* about ¢

Déws of fail from reor.
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CASE 1T. /400 R.RM. 45 M.LH.

fFrg.25/. Torque = Total moment =432.2"%* about ¢

CASE I 1900 R.RM. SO MARH.

/‘—/g 52 Jorque = Jotal moment = 6/9.” % obou? ¢
CASE . /400 R.R M. 60 M.RH.
|
(1g9.253. Torque = Total moment= [2/6"* about ¢
CASE . /4900 R.PM. 70 M.RH.
‘ N
‘ o
¢ G N
| §ic;
L
*
X
oo
AN
Fig.254. 7orque = Total moment=533.5 “* about &

Views of farl from rea/—.J
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CASE 7.
% = " A
£1g9.255. Torque = Total morment= 388. cbout ¢
CASE 7. /200 R.RM. 50 M.RH.
Frg. 256. 7orque = Jota/ moment=87"* about ¢
CASE IT. S00 R.EM. S0 MPH.
¢
E‘/*yp/oﬂ'-i'-e/ = S L T T
[ o e ’d" ~——
~‘~~~ 7otal- i -
45 57;,:#04 s
pey : . N .
o3| D 0
|Q MES
£19.257. Torque = 7oto/ moment =27 " # obout ¢
CASE 4. 600 R.RM. 50 MPH.
rr1g. 258. 7orque = Jota/ moment =-/52." * obout ¢

Views of 7ail from rear.




HORIZONTAL TAIL SURFACE OF AN AIRPLANE. 85

CASE F. /900 R.RM. 45 MRH.

¥
N
N
T+
£F1g9.259. 7orque = Tota/ moment = (57"# about ¢
CASE I. /400 R.RM. S0 MRH. 5
»
3 ) R
§ | N[ 3
: Fom===t
| fet .o o=y
£1g.260. Torque = Total moment = 5§45.** about ¢
CASE T. /400 R.EM. 60 M.RH.
| ot
= )
A N
| it % ¥ ! S
:" s~~ \e“(’J'¢ Nag 5 ‘—‘— \
[ 2 Y Bets iy IBRE T = N\l
. e —————
F1g.26Y. 7orque = Tofo/ moment = 566.* obout &
CASE I. /400 R.RM. 70 MRH.
Fl1g.cé2 Torgue = Total moment ==845 *# about ¢

rV/éws of fail from rear. J

T L —m—
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CASE T.

CASE IX.

Fig.264.

REPORT NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS.

/400 R.RM. 80 MRA.

Torque = Total mormenf=-/673." * gbout ¢

/900 R.RM. B0 MEH.

Torque = fota/ morment = 839.5 “* about ¢

[ Views of far/ from reor:

Q




