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AERONAUTIC SYMBOLS
1. FUNDAMENTAL AND DERIVED UNITS

Metric English
Symbol
3 Abbrevia- : Abbrevia-
Unit o Unit i

Length______ l meter e~ Lot vl G m foot(ormile) - _ ___..__ ft. (or mi.)

ey Ly t SOCOINAL 42 sd o gl TSR 8 second (or hour)_______ sec. (or hr.)
Horcevd = £5:x F weight of 1 kilogram_____ kg weight of 1 pound_____ 1b.
Power o Yo i5 horsepower (metric) - - - __|__ Bl s Rk horsepower_ _ . ________ hp.
Sneed Vv {kilometers per hour-_ i, _ k.p.h. miles per hour________ m.p.h.

e meters per second_ - _____ m.p.s. feet per second________ f.p.s.

2. GENERAL SYMBOLS

Weight=myg
Standard acceleration of
m/s? or 32.1740 ft./sec.’
7

Mass=—

gravity =9.80665

Moment of inertia—mk?. (Indicate axis of
radius of gyration & by proper subscript.)
Coefficient of viscosity

vy
P

Kinematic viscosity
Density (mass per unit volume)

Standard density of dry air, 0.12497 kg-m™s? at
15° C. and 760 mm; or 0.002378 1b.-ft.~* sec.?

Specific weight of “standard” air, 1.2255 kg/m?® or
0.07651 lb./cu. ft.

3. AERODYNAMIC SYMBOLS

Area

Area of wing
Gap

Span

Chord

Aspect ratio
True air speed
Dynamic pressure———% pV?

Lift, absolute coefficient C "=ELS'

Drag, absolute coefficient 0D=q_%

Profile drag, absolute coefficient OD°=§%°,

Induced drag, absolute coefficient OD‘Z%'

Parasite drag, absolute coefficient 0D1,=€%’,

Cross-wind force, absolute coefficient Cc=§%

Resultant force

Yy

a,
el
Qo)

Qg

Y

Angle of setting of wings (relative to thrust
line)

Angle of stabilizer setting (relative to thrust
line)

Resultant moment

Resultant angular velocity

Reynolds Number, where / is a linear dimension
(e.g., for a model airfoil 3 in. chord, 100
m.p.h. normal pressure at 15° C., the cor-

responding number is 234,000; or for a model
of 10 em chord, 40 m.p.s., the corresponding
number is 274,000)

Center-of-pressure coefficient (ratio of distance
of c.p. from leading edge to chord length)

Angle of attack

Angle of downwash

Angle of attack, infinite aspect ratio

Angle of attack, induced

Angle of attack, absolute (measured from zero-
lift position)

Flight-path angle
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THE AERODYNAMIC CHARACTERISTICS OF SIX FULL-SCALE PROPELLERS HAVING
DIFFERENT AIRFOIL SECTIONS

By Davip BierMany and Epwin P. HarTmaN

SUMMARY

Wind-tunnel tests are reported of six 3-blade 10-foot
propellers operated in front of a liquid-cooled engine
nacelle.  The propellers were identical except for blade
airfoil sections, which were: Clark Y, R. A. I'. 6, N. A. C.
A. }400, N. A. C. A. 2400-34, N. A. C. A. 2R,00,
and N. A. C. A. 6,00. The range of blade angles investi-
gated extended from 15° to 40° for all propellers except
the Clark Y, for which it extended to }5°.

The results showed that the range in maximum efficiency
between the highest and the lowest values was about 3 per-
cent. The highest efficiencies were for the low-camber

sections. An analysis of the results indicated that blade |

sections for controllable propellers which are not limited in
diameter should be selected chiefly on a basis of minimum
drag (which affects mazimum efliciency) inasmuch as the
mazximum lift coeflicients had only a small effect on the
take-off characteristics within the range investigated
because stalling, in general, did not occur. Sections for
fixed-piteh propellers should be selected on a basis of both
minimum drag and mazimum lift, particularly for blade-
angle settings of 20° and over, because the take-off thrust
power increased with mazimum lift for the higher blade
angles.
INTRODUCTION

The Clark Y and the R. A. F. 6 airfoil sections -have
been standard in the design of propellers in this country
for many years. The R. A. F. 6 section was favored in
carly designs but has given way to the Clark Y section
more recently, particularly for metal controllable pro-
pellers. The relative merits of the two sections for
propeller use have been fairly well established by both
high-speed airfoil and full-scale propeller tests. The
airfoil tests reported in reference 1 showed the Clark Y
section to have a lower minimum drag and a lower
maximum lift than the R. A. F. 6 section, which indi-
cates that a propeller with the Clark Y section would be

superior for the high-speed or cruising conditions but
inferior for take-off with fixed-pitch propellers. The
propeller results of reference 2 qualitatively sub-
stantiate the airfoil results. The principal physical
difference between the two sections is the shape of the
mean camber lines; the camber line of the R. A. F. 6
section is bigher than that of the Clark Y, particularly
for the nose parts of the sections.

The present investigation was made to determine the
aerodynamic qualities of six propellers having different
sections. The Clark Y and the R. A. F. 6 sections were
included for comparative purposes. Two of the other
propellers were designed by the Bureau of Aeronautics,
Navy Department; the N. A. C. A. 4400 series section
was used for one, and the N. A. C. A. 4400 series section
was used for the inner half of the other, the N. A. C. A.
2400-34 series section being used for the outer half. It
may be noted in reference 3 that the N. A. C. A. 4409
section (used at 0.75 propeller radius) has a high
C,.. and a fairly low Op,, and is therefore a good
compromise between the Clark Y and the R. A. F. 6
sections. In reference 4 the N. A. C. A. 2409-34 section
is recommended for propellers, particularly because of
its low (... and delayed compressibility stall at high
speeds. The section is best suited for only the tip
sections of propellers, however, because the (., 1s
low at moderate speeds.

In addition to the four propellers described, there
were designed at the N. A. C. A. laboratory two addi-
tional propeilers that incorporated sections of extreme
characteristics. One propeller has sections of the low-
camber N. A. C. A. 2R,00 series, which has a low
Cp... and a low Oy, ; the other propeller has the high-
camber N. A. C. A. 6400 series section, which has a
high C,,. and a high O . (See reference 3.)
Tests of these propellers were added to the program to
increase the known range of the propeller character-
istics that are dependent upon the amount of section
camber present.
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APPARATUS AND METHODS

Since the description of reference 5 was written, the

propeller-research tunnel has been modified to the |
extent of installing an electric motor to drive the tunnel |

propeller and of replacing the balance with a more

A
Azoe

Ficure 1.—Liquid-cooled engine nacelle.

modern one
the forces.
A 600-horsepower Curtiss Conqueror engine (GIV-
1570) was used to drive the test propellers. The
engine was mounted in a cradle dynamometer free to
rotate about an axis parallel to the propeller axis and

capable of simultaneously recording all

F1GURE 2.—Photograph showing the plan form of all the propellers tested.

located at one side of the engine. The torque reaction
was transmitted from the other side of the engine to
recording scales located on the floor of the test chamber.
The propeller speed was measured by a calibrated
electric tachometer.

The engine was housed in a nacelle representative
of the type used for liquid-cooled engines.

1.) The nacelle is oval in cross section, 43 inches in |

(See fig. |

height, 38 inches in width, and 126 inches in length.

A scale drawing of the nacelle is given in reference 6.

All six propellers tested have three blades, are 10
feet in diameter, and are identical in shape except for
Table I gives the principal physical

blade sections.
characteristics of the propellers tested.

TasLE 1

Propeller (Bureau Camber Position of
\[f\z“[r)o(';“:llgi;:m Blade airfoil section (1.110rcv‘m (('l]('l‘:l\‘:,"p(l‘tﬁ}r
drawing No.) Giorce) cent chord)
5868-9.___. - Clark Y_ 12.6 40
586 i RALF. == 14.0 30
N. A. C. \ 4400 series. 4.0 40
V. A. C. A. 4400 series inner half. 4.0 |\ 40
-l\} lf C. A. 2400-34 series outer 2.0, IJ
1a
6623-C. ... - A. C. A. 2R,00 _ Somomes 2.0 30
6623-D______ \ A. C. A. 6400 s 6.0 40
I For the 0.75 radius station only.
Jl 44 - - = e
8 A
S0 .40 ‘ [ (0//pro’oe,//e:5), N 2.0
L i HE ] o\ =, {
g Set 35° ot 0.75R L]
.09 .36 5866-9 and 5668-R6 < /.8
L_(ClarkY » RAF. 6//r{*
208 .32 = —— = /.6
L) b
[ <t 7 (a/l propellers)
07 .28 N\ A LN polleroperers |,
IR // | |
~Of o il ﬁ 5868-9 and 566662 225 1/.2
pa Th (Clork ¥ » RAF. 611k £
05 .20 Lr//— : ,,] Y /.0
oa el |
G A 6623-A, 6623-C, and 66230 Y| F
7 INA.C.A. 4400, 2R, 00, ond 6400)
05 sz N ~— 5
R P \-. 51 1]
=il e
—— \[F1 6623-6 \ e
B (NA.CA. 2400-34) 53655 and 5866-R6| | %
/C/ar/( Y » RAF. 6/ St
.0/ .04 - . k l 2
| | | |
o & e .3 4 .9 .6 V4 .8 .9 L

FIGURE 3.—Blade-form curves for all propellers tested. D, diameter; R, radius to
the tip; r, station radius; b, section chord; k, section thickness: p, geometric pitch.

Throughout this report, the propellers will be individ-
ually referred to according to their sections or grouped
according to camber ratio. Propeller 6623-B, for
example, will be designated the N. A. C. A. 2400-34
propeller.

Figure 2 shows the plan form of the blades; the blade-
form curves are given in figure 3.
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It may be noted that the geometric pitch isdifferent for
all of the propellers except for the 58689 and the 5868-R6.
The propellers of N. A. C. A. section were designed with
the blade angle of each section, measured from the angle
for zero lift, the same as for propeller 5868-9. As a
result of this method of design, all the propellers have
the same effective pitch distribution along the blade
but, of course, the pitches measured with respect to the
chord lines are different.

Ordinates for the Clark Y and the R. A. F. 6 propel-
ler sections are given in table IT and those for the four
propellers with the N. A. C. A. sections are given in
table III. The outlines of each blade section for the
0.70 radius are given in figure 4.

The method of testing in the propeller-research tunnel
consists in maintaining the propeller speed constant and
increasing the tunnel speed in steps up to the maximum
value of 115 miles per hour. Higher values of V/nD
are obtained by reducing the engine speed until zero
thrust is reached. Complications arising from com-
pressibility were avoided by running the tests at tip
speeds of 525 feet per second and less. The standard
initial testing propeller speed of 1,000 r. p. m. could not
be maintained for the higher blade-angle settings, owing
to the limitation of engine power; the following schedule
was therefore adhered to:

Propeller speeds for tunnel speeds below 115 miles per hour

Initial propeller speed,

Blade angle, deg. r.D. M.

T INGMIEER T o s Lo TS 1, 000
TR s 0 5 1,000
O 5m bl LI ) __ 800
S0 MR G e e e 800
35 il B 8 _ 800
A i 1 AT, Y R 700
A5 A L e N s (N 700

For V/nD values higher than can be obtained from the
foregoing schedule, the approximate test propeller speed
may be computed from the relation

K
T. p. III:T//n\D

where K=1,000 for V=115 miles per hour and =10

feet.
RESULTS AND DISCUSSION

The results are reduced to the usual coefficients of

thrust, power, and propulsive efficiency defined as:

il effective thrust 7—AD
T on*D* T pnPD?
¢, engine power
B pnaDs
LCrV
e ]

where
T is tension in propeller shaft, pounds.
AD, increase in body drag due to slipstream, pounds.
p, mass density of the air, slugs per cubic foot.
n, propeller rotational speed, revolutions per second.
D, propeller diameter, feet.

Gt Ty Py L R

Clark Y section, propeller 5868-9.

i, T B o

R. A.F section, propeller 5868-R6.

L

N.A.C.A. 4400 series, propeller 6623-A;also
inner half of propeller 6623-B.

N.A.C.A. 2400-34 series, outer half of
propeller 6623-B.

e

N.A.C.A. 2R,00 series, propeller 6623-C.

3 o A

N.A.C.A. 6400 series, propeller 6623-D.

FI1GURE 4.—Blade sections drawn to scale for the 0.70 radius.

Charts for selecting or designing propellers are given
in the form of C, against n and V/nD, where C,=
o V3 [Pr2.

The procedure of plotting lines of constant thrust
with respect to the power is now standardized and
facilitates calculating the thrust at all air speeds for
controllable and fixed-pitch propellers. The outline
of the method is given in reference 6.

The basic results are presented in the form of curves
in figures 5 to 28; comparisons and derived data are
given in figures 29 to 42. The test results have been
tabulated in six tables and are available on request from
the National Advisory Committee for Aeronautics.
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G

FIGURE 8.—Design chart for propeller 5868-9 (Clark Y section).
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DISCUSSION

Basic airfoil sections.—The thickness distribution
and the camber lines for the six basic airfoil sections
employed in the propeller designs are shown in figure
29. The thickness distribution (fig. 29 (a)) is about
the same for all sections with two exceptions. The
leading-edge radius of the N. A. C. A. 2400-34 section
is shorter and the front portion is thinner than for the
other sections; also, the point of maximum thickness
oceurs at 40-percent chord for the N. A. C. A. 2400-34
section and at 30-percent chord for the other sections.
These thickness-distribution differences account for the
superior qualities of this section at high speeds; because
the radii of curvature of the upper surface are large,

T
R
K N.A.C. A {2R,00
6400
7 —o RAFE
M } Clark Y
N o N.A.C.A. 2400-34
(a) | | l I
A, M. W |
3 e | gac e e——
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(a) Comparison of thickness-form curves.
(b) Comparison of camber lines for 0.75R.

FIGURE 29.—Comparison of thickness-form curves and camber lines. The chord
lines for the R. A. F. 6 and the Clark Y sections have been shifted to bring the
leading and trailing edges of the camber lines together.

the local induced velocities are kept small. Inasmuch
as compressibility losses result from local velocities
exceeding the velocity of sound, the critical speed for
this section is delayed to higher values. The trailing-
edge portions of the R. A. F. 6 and the Clark Y sections
are slightly thicker than the others, but this difference
in thickness distribution of the sections is probably of
small importance.

Except for the thickness distribution of the N. A, C.
A. 2400-34 section, the only essential physical differ-
ences between the sections are the shapes of the mean
camber lines. The camber lines for the N. A. C. A.
sections are mathematically derived curves and the
camber ratios remain the same for all thickness ratios.
In the design of the present propellers of N. A. C. A.

section, the blade sections at different radii are thick-
ened or thinned with respect to the basic section from
the mean camber line, which remains constant. In
contrast to this method, the Clark Y and the R. A. F.
6 sections are thickened or thinned from the chord line,
which is also the lower surface. The mean camber
lines are thereby different for each section thickness,
the amount of camber being proportional to the thick-
ness. In order to avoid differences in effective pitch
distribution for all the propellers, the section blade
angles were corrected for differences in the angles for
zero lift.

The mean camber lines for the stations at 0.75 radius
are plotted in figure 29 (b). Those for the R. A. F. 6
and the Clark Y sections have been plotted with respect
to lines passing through the intersections of the camber
lines and the leading and trailing edges and not with
respect to the chord lines. The general shapes of the
mean camber lines are similar for all of the sections
except for the R. A. F. 6 and the 2R,00 sections. The
R. A. F. 6 section is characterized by the rapidly
increasing camber at the nose of the section, and the
camber line of the N. A. C. A. 2R,00 section is reflexed.

The effect of the shape of the mean camber lines and
the amount and position of maximum camber on the
aerodynamic characteristics are fairly well established.
In general, high cambers result in high values of
(... and Cp . while low cambers result in low
values of both (7, and Cp, .. Itis to be expected,
therefore, that the maximum propeller efficiencies will
reflect differences in the profile drag and that the
efficiencies at low values of V/nD will reflect differences
in maximum lift and in drag at high values of lift. In
the selection of the sections, consideration was given to:
the minimum drag, the maximum lift, the aerodynamic
moment, and the speed at which the compressibility
stall occurred. The N. A. C. A. 2R,00, the N. A. C. A.
4400, and the N. A. C. A. 6400 sections constitute a series
differing essentially in amount of camber and, conse-
quently, display differences in O, . and €y, .. The
N. A. C. A. 2R,00 section was chosen in preference to
the N. A. C. A. 2400 section for the 2-percent-camber
group because it has a lower (', . and it was thought
that there might be some practical advantage in having
a zero change in aerodynamic moment for controllable
propellers. The N. A. C. A. 2400-34 section was
selected because of its delayed compressibility stall.

Comparison of propeller characteristics.—In order
to study the influence that the different sections exert
on the propeller characteristics, superposed sets of
curves of the thrust, the power, and the efficiency are
given for three pitch-diameter ratios for zero thrust
(figs. 30, 31, and 32). The pitch-diameter ratios of
0.82, 1.28, and 1.83 correspond to blade angles of 15°,
25°, and 35°, respectively, for the Clark Y propeller.
The blade angles for the other propellers are slightly
different, as may be noted.
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The important difference in the thrust characteris-
tics (fig. 30) attributed to the different sections is the
value of 'y at which the blades stall. The propellers
of 2-percent camber, the N. A. C. A. 2400-34 and the
N. A. C. A. 2R,00 sections, stall at a Cp value of about
0.13; the propeller of 4-percent camber, the N. A. C. A.
4400 section, stalls at about 0.15; and the propeller of
6-percent camber, the N. A. C. A. 6400 section, at
about 0.19. The curves indicate that the propeller of
Clark Y section has an average camber ratio of about
0.035 for the entire propeller, inasmuch as the stall is
at a Oy value of about 0.15. The average camber ratio
is higher than that for the 0.75 radius station (0.026),
probably owing to the fact that the inboard sections are
all definitely more highly cambered while the outboard

efficiency approaches the ideal for which the profile
drag is zero. Also, the ideal efficiency is highest at
zero thrust, which explains why the peak efficiencies
oceur at higher values of V/nD for the low-camber pro-
pellers. This shifting of the peaks to higher values of
V/nD for propellers of decreasing profile drag is of im-
portance in design work. The closer the V/nD for peak
efficiency approaches the V/nl) for zero thrust, the
smaller is the power coefficient and, consequently, the
greater the diameter. The extreme condition is for a
propeller with the ideal efficiency, i. e., maximum effi-
ciency occurring at zero thrust and zero torque so
that the diameter is infinite and the rotational speed
zero. The significance of the diameter will be clari-
fied by computations later in the report.
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FIrcure 32.—Comparison of typical efficiency curves.

ones are only slightly less cambered. The propeller of
R. A. F. 6 section has a higher average effective mean
camber ratio than that of its 0.75 radius station for the
same reason; it is 0.055 as compared with 0.040.

The corresponding power curves are given in figure
31. In the region where all the propellers are stalled,
it may be seen that the high-camber propellers have
lower power coefficients than the low-camber ones.

The efficiency curves, given in figure 32, indicate the
effect of profile drag on maximum efficiency. The pro-
pellers of low camber display efficiencies about 3 per-
cent higher than for the ones of high camber, and the
peaks occur at higher values of V/nD). Both effects are
attributed to the lower profile drags of the low-camber
propellers. The lower the profile drag, the closer the

The efficiency curves also reflect the high-thrust and
the low-drag values observed for the high-camber
propellers operating at low values of V/nD). These
differences in efficiency, however, do not necessarily
represent true differences in thrust power available for
either fixed-pitch or controllable propellers. In the
case of a combination of a fixed-pitch propeller and an
engine, differences in Cp, (design power coefficient) will
determine differences in diameter, so that for a given
take-off speed there will be differences in V/nl), 7, and
also engine speed, N. The thrust horsepower available,
if constant torque is assumed, is obtained from

-

A‘
t. hp.= (b. hp.)oN Ul

where N, is the engine speed at the high-speed condition




26 REPORT NO. 650—NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS

S0
L—p——r—1
] ’//;&— Q‘*T::
80 7
B
-t
0 High -speed and cruising conditions
60
=2
VW A
40 Z
Toke-off,
— com;)ro//ab/e __/7},//// g =
pitc N 7 s ol Y
- | { = . SN
I 2 TS S e |
Take—off."“'{ S =
*;’ fixed pitch et
=)
ck.20 I Section
= Clark Y
(O e e e e A6
S —— - — NACA. 44ag 7
e 4400 inner half
i = acAl S0 e
| - (a) —--—-—— NA.CA 2R,00
=S —— —— NACA 6400
=)
v90
& = ——
S =
° 80 =
*E Ll
8 70 High-speed and cruising conditions
{18
¢
60
1
50 Z s ':: =
/ e il
/ ~
40 /’V =
Toke-off, 4 STl
controlloble T S e
S T i,
P 1 e — I
Take-off, T~ {———----‘-:—\——\r——f
fixed pitch e
20
/10
() A(
I
o 4 .8 l.2 1.6 2.0 24

Design Cs

(a) All propellers designed for maximum efficiency at high speed.
(b) All propellers have same diameter for a given C, (Clark Y propeller used as
standard).

FIGURE 33.—A comparison of propellers for the high-speed and take-off flight con-
dition. Take-off criterion, V=0.25 Vinaz.

of flight. In the case of controllable propellers, the pitch
is adjusted to maintain Cp, and N, constant so that

different propellers will be set at different blade angles
for the same V/nD or air speed. In order to show the
effect of the different blade sections on performance, the
thrust power available is computed and will be dis-
cussed later for both fixed-pitch and controllable
propellers.

Effect of blade section on the performance of engine-
propeller combinations.—Any conclusion drawn from
comparisons of relative engine-propeller performance
depends somewhat on the methods employed in the
analysis. If each propeller is selected for maximum
efficiency at high speed, the diameters of the various
propellers will be different, depending upon the design
power coefficient, Cp, which in turn depends on the
V/nD for peak efficiency. The differences in diameters
will have a large effect on the efficiency at the take-off
condition; for controllable propellers the larger the
diameter, the higher the efficiency. If the V/nD for
peak efficiency could be determined with uniform ac-
curacy for all propellers, the comparison would be a just
evaluation of the relative merits, compressibility or
tip-speed effects due to the differences in diameters
being neglected.

If the propellers are compared on a basis of equal
diameters for a given design condition, all the propellers
will not operate quite at peak efficiency at high speed.
The high-camber propellers will operate beyond the
peak and the designs will be, in effect, “compromises”
because the take-off efficiencies for controllable propel-
lers, at least, will be increased thereby. The constant-
diameter method has the advantage of comparison at
equal tip speeds, and the airplane structural limitations
on the diameter are often the determining factor.

As neither method is entirely satisfactory and both
have their merits, computations have been given for
each. In some instances the results appear to be con-
tradictory but, if the methods are well understood, a
reasonable interpretation can be made.

In figure 33 (a) the propellers are compared on the
basis of maximum efficiency for high speed. Curves
are given for high-speed efficiency, for take-off efficiency
for controllable propellers of the constant-speed type,
and for take-off efficiencies for fixed-pitch propellers, all
for a wide range of design conditions (values of design
O, from 1.0 to 2.5). The take-off criterion is assumed
to be the thrust power available at a speed equal to 0.25
of the high speed of landplanes. This value corre-
sponds to 0.7 of the take-off speed for airplanes having
a speed ratio of high speed to take-off speed of 2.8. It
can be shown that 0.7 of the take-off speed is the best
single point for comparing take-off thrust as that point
represents the approximate center of the area of the
graphically integrated diagram of take-off run of most
airplanes represented by /'tdv, where { and » represent
time and velocity, respectively.
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In the computation of the take-off thrust power, the
engine torque is assumed to be equal to the torque at
high speed. The engine speeds are assumed to remain
constant for the controllable propellers but to decrease
for the fixed-pitch propellers in the take-off condition,
according to the relation

7
%): \‘/OP()/CP
Although the percentage of thrust power available also
represents propulsive efficiency for the controllable
propellers, it represents n(N/Ny) for the fixed-pitch
propellers.

The greatest difference in maximum efficiency is about
3 percent; the highest efficiencies are for the low-camber
propellers.

It seems strange that the controllable propellers of
low and medium camber would also excel for the take-
off condition. This paradox is explained by the results
presented in table IV. The low-camber propellers are
designed with larger diameters than the high-camber
ones and, in order to absorb the same power at the
take-off, are set to lower blade angles for which the
efficiency is higher.

The high-camber propellers are definitely superior for
fixed-pitch propellers set at high blade angles. The
reason is quite obvious. (See figs. 30, 31, and 32.) The
stall is delayed to higher angles of attack, i. e., to lower
values of V/nD, and the gain in efficiency due to the
lower drag and the higher lift of the sections is quite
pronounced. The decrease in engine speed also plays a
prominent part in the available thrust power, as is shown
in table IV. The high-camber propellers are designed
to operate at higher values of () than the low-camber
ones. The higher the Cp, the less is the increase in Cp
for take-off and, consequently, the less is the drop in
rotational speed. The stalling characteristics of the
propellers do not enter the problem for low blade angles
so that there is less choice of section for low design
(s conditions.

In figure 33 (b) the propellers are compared on a basis
of equal diameters for given vaiues of Cs. The propeller
of Clark Y section is taken as the standard because it
is of medium camber. The diameters of the low-camber
propellers are slightly decreased from the previous
comparison and those for the high-camber ones are in-
creased. The high-speed efficiences are slightly differ-
ent from the maximum values but the order of merit is
the same.

The order of take-off efficiencies for the controllable
propellers is changed. The high-camber propellers are
about equal, in general, to the medium-camber ones,
and the low-camber ones have the lowest efliciencies.
The medium-camber and the high-camber propellers

are about equal in this comparison because neither type
exceeds the stall for the take-off criterion (see table V);
the superior stalling characteristics of the high-camber

propellers are, of course, not utilized. The high-camber
propeller is slightly superior at a (s value of 2.5, which
shows that its stalling characteristics are beginning to
be utilized and, for higher C; values, they should be
definitely superior. The high-camber propellers would
have been superior at lower values of (s if the diameters
had all been smaller. For example, if the propeller of
R. A. F. 6 section had been assumed to be the standard
of comparison instead of the propeller of Clark Y
section, the high-camber propellers would have excelled
at (s values above 1.5.

Large differences in take-off thrust power are evident
for the various fixed-piteh propellers. This comparison
is the closest representation given of a pure efficiency
comparison because the take-off (', has about the same
value for all propellers; they therefore all have about
the same drop in engine speed. The results given in
figure 32 show the same order of merit in the take-off
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FIGURE 34.—Comparison of propellers of Clark Y and R. A. F. 6 section of two thick-
ness ratios for the take-off condition. V'=0.25Vme, controllable operation; all
propellers have the same diameter.

range as the comparison in figure 33 (b); both methods
indicate the superiority of high-camber propellers for
medium and high blade-angle design conditions.

Effect of thickness.—In reference 6, comparisons
were made between propellers of three different sec-
tions: Clark Y, R. A. F. 6, and N. A. C. A. 2400-34.
The propellers were thinner than the present ones
(h/b=0.07 at 0.75R as compared with A/b=0.09). In the
former comparison, based on controllable propellers of
equal diameter, the propeller of R. A. F. 6 section was
best for take-off, while the present tests indicate the
propellers of Clark Y and R. A. F. 6 sections to be about
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station. Blade angle, 25° at 0.75R.

equal. It is reasonable to assume that the differences
in relative efficiency are due to the differences in thick-
ness of the two sets of propellers. Figure 34 shows that
the propeller of Clark Y section improves in take-off
efficiency with increasing thickness whereas the pro-

peller of R. A. F. 6 section does not. It is well known
that C.,,. increases with airfoil thickness and camber
up to a limit. As the R. A. F. 6 section has a higher
camber than the Clark Y, it seems logical that it would
reach its Cp _ limit at Jlower values of thickness.
Reference 2, which is a more general study of the effect
of blade thickness, seems to substantiate this contention.

The N. A. C. A. section propellers are not so sensitive
to change in thickness because the camber is not a
function of thickness.

Lift and drag coefficients reduced from propeller
results.—In reference 7, Lock presents two methods of
reducing propeller characteristics to airfoil results and
vice versa. In one method, computations are made for
six blade elements and the thrust and the torque grading
curves are integrated. The second method is based on
only a single radius, the assumption being that the shape
of the grading curves remains constant so that a con-
stant integrating factor is used. This method is further
simplified by the use of charts so that a propeller may be
analyzed within an hour.

Lift and drag curves derived by the single-radius
method are plotted against angle of attack in figure 35
for the six propellers with a blade-angle setting of 25°
at 0.75R; polar curves are given in figure 36. The
results for only one blade angle are analyzed. The
tests from which these curves are derived were made the
same day under apparently identical conditions and are
therefore considered to be relatively more accurate than
for the whole series; the estimated precision is within
0.5 percent for 7.
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Of interest are Cp,,, Ci,.., and Cp, at high values
of C;. The sections of 2-percent camber show values
of O, of about 0.01; the sections of 4-percent camber
show values of about 0.017; and the section of 6-percent
camber shows a value of about 0.02. The propeller of
R. A. F. 6 section, which has a camber line (see fig. 29)
different from the other sections, shows the highest
Cp,.., 0.022. The 2-percent sections show values of
Cy,.. of about 1.1; the 4-percent section, of about 1.3;
and the 6-percent section, of about 1.5.

Lift and drag coefficients are of little value in deter-
mining the relative merits of the airfoil sections for
propellers unless their quantitative importance is deter-
mined. The influence of Cp at 5. (approximately
Cp,.) O 7. is given in figure 37 for the propellers
when set at a blade angle of 25° at 0.75R. Large
changes in O, are seen to affect 7,. only a small
amount. Reducing Cp from 0.02 to 0.01 increases
nmaz o1ly 3 percent. By extrapolation, if the drag could
be reduced to zero, the 7,... would be increased only to
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FIGURE 37.—The influence of the blade drag coeficient on the maximum propulsive
efficiency. Blade angle, 25° at 0.75R.

0.895, which is only a few percent below the ideal for
this condition. (The ideal efficiency neglects profile
drag, hub drag, body slipstream drag, rotational losses,
tip losses, blade interference, etc.) This result indicates
that the possibilities for improving 7,..; by reducing the
profile drag of the sections are very limited; the maxi-
mum increase is probably not more than 1 or 2 percent
above that for the present-day standard sections. It
should be emphasized that figure 37 applies only to a
blade-angle setting of 25°. For higher angles up to
about 45°, according to the simple blade-element
theory, €, would have a slightly smaller influence on
Nmaz-

A direct relationship does not always exist between
(.. and take-off efficiency because in many cases the
stall is mot reached. Fixed-pitch propellers set at
blade angles below about 20° (the approximate blade
angle for stalling at zero air speed) and some control-
lable propellers set at angles as high as 30° do not stall

during the take-off run. Probably some indirect rela-
tionship exists, however, between C;,  and the take-
off efficiency because of the drag at high angles of
attack associated with sections of different camber.
The relationship between the (;, and the take-off
efficiencies of controllable and fixed-pitch engine-pro-
peller combinations is given in figure 38. In figure
38 (a) the analysis is based on propellers designed for
NMmaz, the data being taken from figures 33 (a) and 35.
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F1GURE 38.—Relationship between Cp, . and the propeller characteristics for the

take-off condition. Take-off criterion, V=0.25Viaz.
It may be seen that increasing values of 'y, are asso-
ciated with a slightly decreasing take-off thrust power
of controllable propellers. This trend, as previously
explained, is due to the different take-off blade settings
necessitated by the differences in diameter.

The trend of take-off thrust power increases with
increasing (.. for the fixed-pitch propellers set at
moderately high blade angles but not for the low blade-
angle settings because the blades are never stalled.
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In figure 38 (b) a similar analysis is presented for
propellers having equal diameters, the material being
taken from figures 33 (b) and 35. In this example,
increasing values of (%, are associated with an in-
creasing take-off thrust power of controllable propellers
for only the low €, range and the high design C; values.
The high-pitch low-camber propellers are the only
ones exceeding the stall at the take-off, as previously
pointed out. Had the diameters of all propellers been
smaller, more propellers would have exceeded the stall
and the advantage of a high lift coeflicient would be
more general.

The advantage of high lift coefficients for fixed-pitch
propellers is definite over the entire range investigated ;
it is more definite, however, for the high blade angles
than for the low ones. The take-off thrust is increased
an average of 1 percent for each 1 percent increase in
Cy,ur for O values of 1.5 and over.

Effect of compressibility.—In the tests reported in
reference 8 it was noted that propellers of R. A. F. 6
section were more affected by compressibility in the
take-off and climbing range than those of Clark Y
section. It 1s reasonable to assume that the other
propellers would likewise display differences. Of the
sections incorporated in the present propellers, the
Clark Y, the R. A. F. 6, and the N. A. C. A. 2409-34
have been tested as airfoils in the N. A, C. A. high-

speed wind tunnel and the results are given in figure
39 (from references 1 and 4). The low-speed results,
V)V,=0.40, correspond approximately to the present
results. It may be noted that the curves from these
tests of low-speed airfoils check in a relative way the
airfoil curves derived from the propeller results.

In the airfoil curves for high speed (V/V.=0.80,
fig. 39), it may be noted that the values of the mini-
mum drag coefficient of the N. A. C. A. 2409-34 sec-
tion was doubled, the Clark Y tripled, and the R.
A. F. 6 nearly tripled by doubling the air speed. If
all the elements were traveling at 0.80V ., the maxi-
mum efficiency of the propeller of N. A. C. A. 2400-34
section would be expected to drop about 3 percent,
that of Clark Y section about 9 percent, and that of
R. A. F. 6 section about 8 percent, judging by the
effect of drag on 7,,..:, as shown in figure 37 for the 25°
blade-angle setting. Fortunately, only the tip ele-
ments are affected so the loss is much less.

For the 2-blade propeller of R. A. F. 6 section turn-
ing at 1,800 r. p. m. (V/V,=0.83), the loss in peak
efficiency is only about 1 percent (within the experi-
mental error) (fie. 40), which means that very little
area at the tips is affected. These results have been
translated into airfoil results and are shown in figure
41 for the purpose of comparison with the high-speed
results shown in ficure 39. Some idea of the blade
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area affected may be obtained by referring to figure
42 wherein O, is plotted against V/V, (which is also
a function of propeller radius, assuming only rota-
tional velocity). If consideration is given to the
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FicURE 40.—Eflect of compressibility on the characteristics of an R. A. F. 6 propeller
(from reference 8).

thrust distribution over the blade, which falls off near
the tip, it is readily seen why the propeller of the
R. A. F. 6 section loses so little in peak efficiency owing
to compressibility.

It is pointed out in reference 4 that the N. A. C. A.
2400-34 series section is superior at high speeds to the
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FIGURE 41.—Airfoil section characteristics reduced from propeller results. Two-
blade propeller of R. A. F. 6 section; blade angle, 15° at 0.75R (from refer-
ence 8).

commonly used propeller sections and the curves that
are herein reproduced in figure 39 are given as evidence.
As a result of the recommendations of reference 4,
propeller 6623-B was designed with the N. A. C. A.
2400-34 series section for the outer half. This pro-
peller was not tested at high tip speeds because the
propeller of R. A. F. 6 section showed scarcely any

decrease in peak efficiency; it was concluded that any
compressibility effects of the propeller of N. A. C. A.
2400-34 section could not be measured at 7,. with
the present test set-up.

Figure 42 shows the relative blade area affected by
compressibility for the propellers of R. A. F. 6 and
N. A. C. A. 2400-34 sections. It appears that the
tip speed must be at least 0.90V, before compressi-
bility effects at 7,., could be measured on the pro-
peller of N. A. C. A. 2400-34 section, and then the
loss would probably amount to not more than 1 per-
cent, judging by the results for the R. A. F. 6 section
for a tip speed of 0.83V,. The results of reference 9
also show that no loss in peak efficiency occurs up to
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FIGURE 42.—Eflect of compressibility on the drag of two sections when working at

lift coefficients for maximum propeller efficiency (from reference 4). Blade area

appreciably affected by compressibility for a tip speed equal to 0.83 Ve.

tip speeds of 0.85 or 0.90V, for the standard propeller
sections.

Tests of the propellers with the N. A. C. A. sections
at high tip speeds for the take-off and climbing condi-
tions are planned. It is not anticipated, however,
that the condition of high tip speed will materially
alter the relative merits of the sections for the take-off
condition because: First, only the tip sections ordinarily
operate at high speeds; and, second, compressibility
tends to equalize the characteristics of different airfoils
at high angles of attack rather than to accentuate any
differences. Figure 39 indicates that all airfoil sections
have about the same Cp at 0.80V.. This result
was also found to be substantially true for propellers.
In reference 8 it is pointed out that, although the
propellers of R. A. F. 6 section lost more in take-off
efficiency owing to compressibility than those of Clark
Y section, the efficiency at low tip speeds was higher;
consequently, the efficiencies tended to equalize at
high tip speeds.
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CONCLUSIONS

1. The difference in maximum propulsive efficiency
for propellers of different sections amounted to about
3 percent. The highest efficiencies were for the pro-
peller sections of low mean cambers, as may be noted
from the order of merit: N. A. C. A. 2400-34, Clark
Y, N. A. C. A. 2R,00, N. A. C. A. 4400, R. A. F. 6,
and N. A. C. A. 6400.

2. The difference in take-off efficiency for controllable
propellers varied from 2 to 8 percent, depending upon
the section, the design C; value, and the method of
comparison. Based on propellers of the same diameter,
the order of merit of the sections, in general, was:
R. A. F. 6, N. A. C. A. 4400, Clark Y, N. A. C. A.
6400, N. A. C. A. 2R,00, and N. A. C. A. 2400-34.
Based on propellers of which the diameters were those
giving maximum efficiency at high speed, the order of
merit of the sections, in general, was: N. A. C. A.
2R,00, Clark Y, N. A. C. A. 4400, N. A. C. A. 2400-34,
R. A. F. 6, and N. A. C. A. 6400.

3. The difference in take-off efficiency for fixed-
pitch propellers varied through wide limits. Based
on either method of comparison, the order of merit
was: R. A. F. 6 or N. A. C. A. 6400, N. A. C. A.
4400, Clark Y, N. A. C. A. 2R,00, and N. A. C. A.
2400-34.

4. The tests indicated that blade sections for con-
trollable propellers not limited in diameter should be
selected almost entirely on a basis of minimum drag, as
the maximum lift coefficients had only a small effect on
the take-off characteristics within the range investi-
gated, because the stall, in general, did not occur.

5. The tests indicated that blade sections for fixed-
pitch propellers should be selected on bases of both
minimum drag and maximum lift, particularly for blade-
angle settings of 20° and over. For propellers of equal
diameters, the increase in take-off thrust was propor-
tional, in general, to the maximum lift.

6. A comparison of Clark Y and R. A. F. 6 sections
of different thickness ratios for controllable propellers
of the same diameter indicated that thin (h/b=0.07)
propellers of R. A. F. 6 section were superior at take-off
to thin propellers of Clark Y section, but that thick

(h/b=0.09) propellers of Clark Y section were equal to
those of R. A. F. 6 section, either thick or thin.

7. Tests already reported on the effect of compressi-
bility indicate that no correction need be applied to the
maximum efficiency of the present results for tip-speed
ralues of V)V, up to 0.80 or 0.90. Although corrections
should be applied to the take-off characteristics for
somewhat lower tip-speed values, the results show that
compressibility tends to decrease any differences be-
tween propellers of different section. The present tests
probably show the correct order of merit even up to tip
speeds of 6.90V..

LancLey MEMORIAL ABRONAUTICAL LLABORATORY,
NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS,
LaxcrLey Frevp, Va., March 23, 1938.
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CLARK Y AND R. A. F. 6 BASIC PROPELLER SECTIONS
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| d/b a/b hi/h=ha/h a/b hi/h=ha/h a/b hi/h=ha/h a/b hi/h=ha/h
| o oL il
‘ -~
| 0.025 0. 00484 0.2179 0.00242 0. 140 0. 00361 0.2179 0. 00727 0.2179
| .05 . 00937 . 2062 . 00469 . 208 . 00681 . 2962 . 01406 . 2062
| Sl . 01750 L3902 - 00875 . 304 . 01204 . 3902 . 02625 3902
~‘ o2 . 03000 4781 . 01500 .425 .01833 L4781 . 04500 . 4781
.3 . 03750 L5001 . 01875 L4584 .01999 L5001 . 05625 L5001

\ 4 . 40000 . 4836 . 02000 . 500 . 01821 . 4836 . 06000 . 4836
! 5 . 03889 L4411 . 01944 . 486 .01414 L4411 . 05834 L4411
J .6 . 03556 . 3803 L0177 .443 . 08930 . 3803 .05333 . 3803 )
| -7 . 03000 .3053 . 01500 .373 .03710 . 3053 . 04501 .3053 |
i .8 .02222 L2186 L0111 . 277 —. 00024 . 2186 . 03334 .2186
, .9 01222 L1206 . 00611 . 156 —. 00187 L1206 .01834 . 1206

1.0 0 L0105 0 .010 0 L0105 0 . 0105 |
| L. E. radius/b 1.1 (h/b) 2 0.275 (h/b) 2 1.1 (h/b)3 1.1 (h/b)? |
,‘ tan ¢ 0.200 0.100 0.153 0. 300
| be .42b . 46b .42b .42b
; he .0313h .0172b .0126b .0473b ‘
| \
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TaBLe IV
PERFORMANCE OF PROPELLERS HAVING DIAMETER FOR MAXIMUM EFFICIENCY AT HIGH SPEED
High'speed Take-oﬁbictncxlxltmllahle Take-off, fixed pitch
Propeller Section Dosien
‘ v Diam- B]a(lle v Bla(lie \ 74 Bla(lio N N
— eter angle n — angle 7 angle n N —)
nD @) | (deg) | ™= | mD | (deg) nD | (deg.) o |\ Ne
5868-9- . _______ @larkeYe s TS e 1.0 0. 505 10 13.2 0.766 0.126 10. 8 0. 307 0.151 13.2 0. 340 0. 835 0. 284
1.5 . 852 10 21.9 . 848 .213 15. 4 . 428 . 282 21.9 .411 L7567 .311
2.0 1.213 10 29,1 . 861 . 304 19.3 500 . 437 29.1 . 397 . 693 .275
2.5 1. 598 10 e 36.1 . 850 . 400 22.7 . 548 595 36.1 . 403 . 670 . 270
5868-R6________ R A R e 120 . 5563 9. 14 16. 4 . 763 . 138 13.9 312 L 157 16. 4 . 320 . 877 . 280
1.5 . 935 9.12 25.7 . 830 . 234 20.7 . 400 273 25.7 . 384 . 855 . 328
2.0 1. 282 9.47 31.6 843 . 320 22.8 . 480 . 410 31.6 .419 . 781 .327
2.5 1.705 9.37 38.8 .828 . 426 28.2 . 5621 . 560 38.8 . 390 S 701 . 207
6623-A - | N.A.C.A. 4400 ____________ 1.0 . 553 9.14 16. 4 T . 138 13.9 .312 157 16. 4 . 320 . 878 . 281
1.5 . 889 9. 59 23.3 . 837 . 222 17.5 .415 2271 23.3 . 401 . 820 .329
2.0 1. 244 9.75 29.9 . 848 .311 20.9 . 492 422 29.9 . 392 736 . 289
2.5 1. 655 9. 65 37.2 . 832 .414 26.0 .521 578 37.2 . 387 .716 . 277
6623-B_...____..| N. A. C. A. 4400 inner half, 1.0 505 10. 00 15.2 . 786 . 126 12.9 338 151 15.2 .334 . 835 . 279
2400-34 outer half. 1.6 830 10. 27 22.8 . 850 . 207 16. 1 .415 282 22.8 L 383 734 . 281
2.0 1. 154 10. 51 28.8 . 871 . 289 18. 4 . 496 438 28.8 413 . 659 . 272
2.5 1. 545 10. 34 36. 4 . 846 . 386 22.7 526 601 36.4 .415 . 638 . 265
6623-C oo N.A. C.A. 2R00_ - _.__.____ 1.0 478 10. 57 15.0 L776 119 11.5 . 329 . 156 15.0 . 349 764 267
155 788 10. 81 21.8 . 843 . 197 14. 6 . 435 . 282 21.8 .452 . 698 .316
2.0 1. 168 10. 40 30.0 . 861 .292 20.0 . 503 . 448 30.0 . 383 651 . 250
2.5 1. 582 10. 10 38.3 845 . 396 24.8 . 529 . 626 38.3 . 387 . 630 . 244
6623-D_ - . __ NG A B0 1.0 . 562 8.98 15.5 747 . 141 13.2 . 303 . 159 15.5 307 . 885 <212
1.5 . 905 9.41 22.4 . 831 . 226 16. 6 . 400 274 22.4 406 . 826 . 335
2.0 1.282 9. 47 29.4 . 842 . 320 20.7 .47 396 29.4 .446 . R09 . 361
2.5 1. 705 9.37 37.4 . 823 . 426 26.8 . 526 . 562 37.4 404 L757 . 308
TaBLe V
PERFORMANCE OF PROPELLERS OF EQUAL DIAMETER
[Clark Y propeller taken as standard]
High speed kel coiolable ake-off, fived pitch
Propeller Section ResiEn

< Vv Diam- B]a(lle v Blaxlie v Bla(lle N N
angle | 7 — angle n — angle 7 n —)

nD eter (ft.) (deg.) maz nh (deg) nD (dsg.) No No

5868-9______ Clark Y 1.0 0. 505 10 13.2 0. 766 0. 126 11.8 0.307 0. 151 132 0. 340 0.835 0. 284

1.5 . 852 10 21.9 . 848 213 15. 4 . 428 .282 21.9 .411 . 757 .311

2.0 1.213 10 29.1 . 861 . 304 19.3 . 500 . 437 29.1 . 397 . 693 275

2.5 1. 598 10 36.1 . 850 . 400 22.7 . 548 . 595 36.1 . 403 . 670 . 270

5868-R6--..| R.A.F.6.______________._____ 1.0 . 505 10 12. 5 731 126 10.8 . 311 . 145 12.5 . 338 . 869 . 294

1.5 . 852 10 21.5 . 816 . 213 15.3 . 428 . 276 21.5 . 449 L7714 . 347

2.0 1.213 10 28.7 . 833 . 304 18.9 508 .412 28.7 . 491 . 734 . 361

2.5 1. 598 10 35.8 817 . 400 22.7 570 . 568 35.8 474 . 702 . 333

6623-A______ NoACLA.4400- -~ 1.0 . 505 10 18. 4 765 . 126 10. 8 .327 . 154 13.4 348 .820 . 295

1.5 . 852 10 21.5 . 835 .213 15.2 . 428 . 274 21.5 430 L779 . 385

2.0 -1.213 10 28.7 844 . 304 19.0 508 . 420 28.7 .427 . 722 . 308

2.5 1. 598 10 35.5 . 832 . 400 23.2 . 560 . 582 35.5 420 . 695 . 292

6623-B._____| N. A. C. A. 4400 inner half, 1.0 . 505 10 15.3 . 786 126 12.9 . 338 . 152 15.3 . 332 830 . 276

2400-34 outer half. 1.5 . 852 10 23.9 . 848 .213 17.3 363 . 287 23.9 361 743 . 268

2.0 1. 213 10 31.0 . 866 . 304 2151 456 . 436 31.0 . 374 . 694 . 259

2.5 1. 598 10 37.8 . 843 400 24.6 492 . 600 37.8 . 392 . 665 . 260

6623-C._.._. NOASCF2R 00 ot o 1.0 . 505 10 16.7 .745 126 13.0 .319 . 159 16. 7 . 337 . 794 . 264

1.5 . 852 10 24.7 837 .213 18.1 410 . 291 24.7 . 360 . 731 . 263

2.0 1.213 10 31.8 860 . 304 21.9 . 486 .445 31.8 . 354 . 680 . 241

2.5 1. 598 10 38.7 843 . 400 25.3 510 . 625 38.7 L377 . 637 . 240

6623-D_____ NS AT CABI00L oo e 1.0 . 505 10 11.3 . 731 126 10. 8 . 319 . 146 113 . 337 . 866 . 292

1.5 . 852 10 19.6 . 828 .213 1307 . 421 . 278 19. 6 . 435 . 766 . 334

2.0 1.213 10 26.9 . 835 . 304 17.0 . 497 . 405 26.9 . 502 . 747 .375

2.5 1. 598 10 33.9 816 400 20.6 . 563 . 557 33.9 . 496 715 . 354
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Positive directions of axes and angles (forces and moments) are shown by arrows

Axis Moment about axis Angle Velocities
Force
% (parallel 4 & 3 (Linear
3 . ym- | to axis) o d ym- ositive Designa- ym- compo-
Designation bol | symbol Degignation bol direction ti(’;{ln bol |nent ;_J,l)ong Angular
axis

Longitudinal . ____ X X Rolling_____ L Y—7 Roll: i« & P

Dateral . = i lyr . Ve ¥ Pitching___-{ - M 77— X Pitel-CX 10 v q

Mot Su(ts s e Z Z Yawing_._-_-[ N X—Y Yaw. sl v w r
Absolute coefficients of moment Angle of set of control surface (velative to neutral

Pt o M 0 — 2l position), 8. (Indicate surface by proper subscript.)
O BingeS EHahS
(rolling) (pitching) (yawing)
4. PROPELLER SYMBOLS
D, Diameter > 15
Al £ P te flicie = —%7%
?, Gobmetribpibch : ower, absolute coefficient Si P
/D, Pitch ratio C Speed-power coeﬁicient=v {2l
V’,  Inflow velocity 4 e B Pr*
V.,  Slipstream velocity ki Efficiency
g T n, Revolutions per second, r.p.s.
v Thrust, absolute coefficient Cr=—; i : ; v
(L ) Effective helix angle=tan™!
Q ’ g 2wrn

Q, Torque, absolute coefficient CQ=pn2 T

1 hp.=76.04 kg-m/s=550 ft-lb./sec.
1 metric horsepower=1.0132 hp.

1 m.p.
1 m.p.

h.=0.4470 m.p.s.
5.=2.2369 m.p.h.

5. NUMERICAL RELATIONS

1 1b.=0.4536 kg.

1 kg=2.2046 Ib.

1 mi.=1,609.35 m=>5,280 ft.
1 m=3.2808 ft.






