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AERONAUTIC SYMBOLS
1. FUNDAMENTAL AND DERIVED UNITS

Metric English
Symbol 4
: bbrevia- s Abbrevia-
Unit ioh Unit )
Length______ l Ineter st JPt e m footi(orile) s ass ft. (or mi.)
Pimes . 2 _ & t gecondsd soms falan o e 8 second (or hour)_______ sec. (or hr.)
Force . 5. 3] F weight of 1 kilogram_____ kg weight of 1 pound_____ 1b.
Powers. & & 2 horsepower (metrie) . - [ ______. horsepower. f=Tse W o hp.
Steed Vv {kilometers per hour______ k.p.h miles per hour________ m.p-h.
DEEC meters per second_______ m.p.s feet per second________ f.p.s.
2. GENERAL SYMBOLS
Weight=mg : v, Kinematic viscosity
Standard acceleration of gravity=9.80665 p, Density (mass per unit volume)

m/s? orr32.1740 ft./sec.?
Mass=—

Moment of inertin=mk?. (Indicate axis of
radius of gyration £ by proper subscript.)
Coefficient of viscosity

Standard density of dry air, 0.12497 kg-m™-s?

15° C. and 760 mm; or 0.002378 1b.-ft.~* sec.?

at

Specific weight of “standard” air, 1.2255 kg/m?® or

0.07651 1b./cu. ft.

3. AERODYNAMIC SYMBOLS

Area T Angle of setting of wings (relative to thrust
Area of wing line)
Gap 55 Angle of stabilizer setting (relative to thrust
Span line)
Chord Q, Resultant moment

Q, Resultant angular velocity

Aspect ratio

Vi
True air speed Py

»  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-

Dynamic pressure=% pV?
responding number is 234,000; or for a model

Lift, absolute coefficient OLZQLTS’

Drag, absolute coefficient ODZQL?S’

Profile drag, absolute coefficient 0,,0=q%°,

Induced drag, absolute coefficient CD,:qQé
Parasite drag, absolute coefficient CDF=%S”,

Cross-wind force, absolute coefficient Cc=q%,

Resultant force

of 10 em chord, 40 m.p.s., the corresponding

number is 274,000)

a, Angle of attack
3 Angle of downwash

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

o, Angle of attack, infinite aspect ratio
ai, Angle of attack, induced
o, Angle of attack, absolute (measured from zero-

lift position)
v, Flight-path angle
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EFFECT OF EXIT-SLOT POSITION AND OPENING ON THE AVAILABLE COOLING
PRESSURE FOR N. A. C. A. NOSE-SLOT COWLINGS

By Grorcr W. Strckrs, IrveEN Namman, and Joun L. CRIGLER

SUMMARY

An investigation of full-scale nose-slot cowlings has been
conducted in the N. A. C. A. 20-foot wind tunnel to furnish
information on the pressure drop available for cooling.
Engine conductances from 0 to 0.12 and exit-slot conduct-
ances from 0 to 0.30 were covered. Two basic nose shapes
were tested to determine the effect of the radius of curvature
of the nose contour; the nose shape with the smaller radius
of curvature gave the higher pressure drop across the engine.
The best axial location of the slot for low-speed operation
was found to be in the region of maximum negative pres-
sure for the basic shape for the particular operating condi-
tion. The effect of the propeller operating condition on
the available cooling pressure is shown. The maxzimum
pressure drop Aplq oblained for the high-speed condition
with an engine conductance equivalent to that of a modern
double-row radial engine and a propeller with good blade
sections near the hub is 1.45 and, for the take-off condition,
is 8.75; for a propeller with a round blade shank, the values
are 1.23 and 1.65, respectively.

INTRODUCTION

The N. A. C. A. nose-slot cowling, first discussed in
reference 1, is characterized by the location of the exit
slot near the nose, making it possible to locate the slot
in a high-velocity, low-pressure region. The limita-
tions of the set-up prevented the investigation reported
in reference 1 from covering a sufficiently wide range of
engine and exit-slot conductances to make the results
easily applicable to design. The investigation has been
extended to include the effects of location and size of
exit slot, of engine conductance, and of the radius of
curvature of the basic nose shape. The results show the
effects of exhausting the air in the nose section of the
cowling and are applicable to any design in which the
exit slot is so located. The most important result pre-

sented herein is the pressure drop available for cooling
obtained with several propellers under all operating
conditions.

APPARATUS

The investigation was conducted in the N. A. C. A,
20-foot. wind tunnel which, with its standard equip-

B

F1GURE 1.—The set-up mounted on the balance. Nose 1; slot 3; opening, 3 inches;
propeller .

ment, is described in reference 2. Figure 1 shows the

general arrangement of the set-up on the tunnel balance.

A line drawing of the set-up is given in figure 24.

1
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FI1GURE 2.—Layout of the test arrangement.

A baffle plate was constructed as a shutter with four
stops, controlled from the balance house, that simu-
lated engine conductances of 0, 0.037, 0.078, and 0.116.
The propeller was driven by a 150-horsepower, three-
phase, wound-rotor induction motor mounted in the
nacelle. The speed and the power output of the motor
were controlled by resistance in the rotor circuit. The
cooling in the front of the cowling has been measured
for several conditions of engine conductance and pro-
peller operation. This information will be the subject
of a separate report. Pressures over the nose, inside
the exit slot, and across the engine baffle were photo-
graphically recorded on a multiple-tube manometer,

It has been shown (reference 3) that a well-designed
nose section must have a change in angular direction of
approximately 90° in order to meet the local air flow
and that the distance in which this angular change is
made sets the lower limit of the increase in velocity over
the nose. This distance may be called the length of
the nose section. The length of the nose section for
nose 1 was 14% inches and for nose 2 was 6% inches.
Each nose was designed to give as low a maximum ve-
locity as possible for the given length. The slots were
built into the noses as shown in figure 2 and were opened
by an axial movement of the after part of the nose.
The slot opening given in the results refers to the dis-
tance of axial movement and not to the width of the
slot. The distance between the cowling and the pro-
peller has been found to affect the pressure available
for ground cooling (reference 4) and was therefore
maintained constant throughout the tests.

The propellers used for this investigation are shown
in figure 3. Propeller C is a three-blade propeller with
Navy plan form 5868-11, diameter of 9 feet 10 inches,
and round blade shanks. Propeller D is a similar two-
blade propeller. Propeller E is a three-blade propeller

with Navy plan form 3790, diameter of 9 feet, and air-
foil sections near the blade shanks.

SYMBOLS

A, area of exit slot.
C orifice coefficient (K,F'/A,).
F projected frontal area of nacelle.
no net efficiency of propeller-nacelle unit with exit
closed (RV/P).
n, net efficiency of propeller-nacelle unit with air
flowing.
n, pump efficiency of cowling.
K conductance of engine or baffle plate.
K, conductance of exit slot.
P power supplied to propeller.
P, power disk-loading coefficient (P/¢SV).
Ap pressure drop across engine or baffle plate
(Pr—p1).
AP pressure difference available for pumping air.
p, pressure in front of engine or baffle plate.
p, pressure in rear of engine or baffle plate.
¢ dynamic pressure of air stream (4pV'?).
@ volume of air flowing through cowling per second.
R net thrust of propeller-nacelle unit,
p mass density of air.
S disk area of propeller.
V velocity of air stream.
METHODS

One advantage of the nose-slot cowling is its capa-
bility of developing a large pressure drop across the
baffle for low-speed operation. This low-speed con-
dition is characterized by a large propeller slipstream
contraction and is entirely different from the condition
of propeller removed. Consequently, this investiga-
tion was confined to tests with a propeller. A constant
blade-angle setting of 20° at 75 percent of the radius
(0.75R) was used throughout the tests. This setting

1
|
J
I
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D

F1GURE 3.—The propellers used in this investigation.

is representative of the low-speed operating conditions

as encountered in present-day practice. Comparisons

are made for constant disk loading, defined as

P <

P=sv M

This quantity for a given propeller and blade-angle

setting is a measure of the contraction of the propeller

slipstream (reference 5). Kqual values of P, (or of

1/§/P,, the form used) essentially represent geometri-
cally identical flow pictures.

The net efficiency is defined as

RV
7]11:'? (..,)

where R is the net force of the test unit as recorded on
the balance. The net efficiency with the nose slots all

closed is 7.
The conductance K of the baffle plate was determined
by the formula, from reference 5,

R
Vv \/ A_[I
q

The volume of air @ was obtained from survey
measurements in the tail pump shown in figure 2. The
area of the exit slot A, multiplied by an effective-area
coefficient € and divided by the frontal area of the
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engine or the cowling I gives the conductance of the The pump efficiency with the propeller operating is
exit slot, given in reference 5 as
CA 3/2
Ky—=-3" 3) M)
_KF\q
The flow equation of the air through the cowling is " SP, —ma
then given by the formula 2 RESULTS
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F1GURE 4.—Curves of nﬁ_l’;i against 1// P, for one slot on each nose for propellers C and E set 20° at 0.75R.

where AP is equal to the difference between the total
pressure in front of the engine and the static pressure
at the location of the exit slot for zero engine
conductance.

The change in propeller disk loading was obtained
by varying the air speed of the tunnel. The tunnel
entrance cone was blocked off with canvas to obtain
the static condition.

form in table I. The table is given in four divisions,
each division presenting one engine, or baflle-plate,
conductance. The grouping in each division is on the
basis of the propeller used. The columns are arranged
in five groups representing four conditions of propeller
operation: 1/y/P,=0, the static condition; 1/4P.=0.5
and 0.6, the take-off condition; 1/y/P,=1.0, the climbing
condition; and 1/{P,=1.6, the high-speed condition.
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The pressures available across the baffles are given in
the form Ap/n*D? for the static condition and in the
form Ap/q for the other operating conditions. The
column p,/q 1s given to show the effectiveness of the exit
slot in producing a suction behind the baffle plate.
Figure 4, which presents the variation of Ap/n*D* with
disk-loading coeflicient 1/{/P, as obtained for the test
conditions, is given to correlate the data in table I
for the static condition with those for the take-off
condition. The figure should not be used as a basis
for computing the Ap obtainable for the climbing
and the high-speed conditions. Values of the net and
the pump efficiencies are included in table I for pur-
poses of comparison but they should not be used as

=

1/3/1’7, slot 3 is much the poorer and, in the static
condition, gives a reverse flow through the baffle plate.

Figure 6 presents all the data for the high-speed con-
dition, 1/{/P,=1.6, plotted on one curve. In the ratio
Ap/AP, Ap is the pressure drop across the baffle plate
at any engine conductance and AF is the pressure drop
across the baffles for zero engine conductance. The
ratio of these pressure drops is plotted as a function of
the engine conductance A divided by the ratio of the
area of the exit slot to the frontal area of the engine.
The theoretical relationship of these quantities is given
in equations (3) and (4). If the effective-area coefli-
cient is unity, then equation (4) gives the theoretical
relationship. The experimental curve may be used for

(a) Nose 1; propeller C.
‘e) Nose 2; propeller C.

absolute values because a critical flow over the rear
portion of the nacelle makes them generally too high.

Figure 5 gives the pressure distribution on the basic
shapes of the two noses with propellers C' and E.  The
smooth low-pressure distribution on nose 1 indicates
that the shape is almost optimum for the given length
of nose section. Nose 2, with the smaller radius of
curvature, shows a considerably larger negative pressure.
The point of zero pressure moves forward as the pro-
peller disk loading is decreased, showing why a nose
slot that gives a high pressure drop for cooling in the
level-flight or the climb condition may be very poor for
the ground or the take-off condition if the slot is located
too far forward. For example, a comparison of the
pressures for slots 2 and 3 on nose 2 with propeller C
(table I) shows that, at 1/{/P,=1.6, the two slots give
equal pressure for cooling; but, for lower values of

(b) Nose 1; propeller E,
(d) Nose 2; propelier E.
FIGURE 5.—Pressure distribution on the basic cowling shapes. Noses 1 and 2.

computing the area A; necessary to produce a given
pressure drop across the baffles for a given engine con-
ductance and slot location. The curve of effective-
area coefficient shows that, as the ratio of K/(A;/F)
becomes small, an increase of the area of the slot is off-
set to a large extent by the decreasing coefficient.

Figures 7 and 8 show how Ap/q varies with slot open-
ing at the take-off condition, 1/{/P.=0.5, for the two
nose shapes tested. The superiority of propeller E,
which has airfoil sections near the hub, is clearly demon-
strated. Slot 3 with nose 1 and slot 2 with nose 2 give
the highest Ap/q for this flight condition. As would be
expected from a consideration of the available AP, nose
2 produces greater pressure drops than nose 1.

Figures 9 and 10, giving the pressure distributions
for nose 1, slot 2, and a 4%-inch opening with propellers
C and E, respectively, show the effect of propeller oper-
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Plg =/

(b) K=0.037. (¢) K=0.078. (d) K=0.116.
FIGURE 9.— Pressure distribution on nose 1, slot 2. Opening, 415 in.; propeller C.

(a) K=0. (b) K =0.037. (¢) K=0.078. (d) K=0.116,
FIGURE 10.—Pressure distribution on nose 1. slot 2. Opening, 415 in.; propeller E.
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(a) Propeller C. o
FIGURE 11,—Pressure distribution on nose 1, slot 2. Opening 4}4 in.; 1/v/P.=0.

(b) Propeller E.

ating condition and engine conductance on the pressure
distribution. Figure 11, giving the pressure distribu-
tions for nose 1, slot 2, and a 4%-inch opening for the
static condition, is presented in the form of p/n*D*
for comparison of the location of zero pressure with
figures 9 and 10. A consideration of the point of zero
pressure indicates that, for the slot to be in the negative-
pressure region, the slot location must be farther back
for the ground condition than for any flight condition.
A plot of the pressure distribution for nose 2, slot 2,

(a) Opening, 115 in.
FIGURE 12.

(a) Opening, 115 in.

(b) Opening, 3 in. o
Pressure distribution on nose 2, slot 2. Propeller C; 1/v/P.=1.6.

(b) Opening, 3 in. Jpe
FIGURE 13.—Distribution of indicated velocity pressure on nose 2, slot 2. Propeller C; 1/v/P.=1.6.

and propeller C at a value of 1/{/P.=1.6 is given in
figure 12 and shows the pressure-distribution change
with slot opening for all conductances tested.

Figure 13 gives the distribution of indicated velocity
pressure, pr/q—p/q=pv/q, around the nose of the cowl-
ing, obtained by deducting the p/¢ on the pressure-
distribution plots from unity for the py/q ahead of the
slot and from p,/q for the py/q inside the slot. This
plot should be used only for comparative purposes
because the total pressures used in its determination
are approximate.

DISCUSSION OF RESULTS

The values of Ap/q in table I show a marked change
with propeller operating condition. If the slot location
is such that the Ap/q on the ground is large, it is favor-
able for all operating conditions. Variation of Ap/q with
slot location, however, is less marked for the high-speed
condition.

For the ground condition, 1/{P.=0, propeller E
gives a greater pressure drop than propellers C and D.
This greater pressure drop is due, first, to the airfoil
sections of the blade shanks of propeller £ and, second,
to the ratio of the cowling opening to the propeller di-
ameter, which is 0.324 for propeller £ and 0.296 for
propellers C and D. It was shown in reference 4 that,
for this range of values, the available pressure rapidly
increased as the ratio increased. The results for the
ground condition must be interpreted in accordance
with reference 4 because anything that affects the total
pressure in front of the engine produces a like effect in
the pressure drop across the engine.

As would be expected from a consideration of figure 5,
nose 2 gives a larger available pressure than nose 1. It
is possible that the effect of decreasing the radius of cur-

(¢) Opening, 414 in.

(c) Opening, 414 in.
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vature can be used to produce larger pressures than those
obtained on nose 2. If a nose shape is designed to pro-
duce too large a negative pressure, however, almost any
break in the contour may cause a breakdown in the
flow and the consequent loss of available cooling pres-
sure associated with extremely high drag. In order to
obtain good cowling performance at high speeds, a small
radius of curvature should not be resorted to because the
basic drag will increase too much. The nose shapes
tested in this investigation are useful for present-day
cowling design and will give almost equal performance
for high speeds up to 350 miles per hour. Beyond that
speed, it is better to use nose 1 to insure freedom from a
local compressibility burble.

The axial, or angular, location of the slot is not very
critical for the nose shapes tried. When the cooling
pressure for low-speed operation is considered, it is im-
perative that the slot location be in a negative pressure
region. This necessity eliminates all slot locations
ahead of the position of zero pressure on the basic-shape
pressure distribution; for example, slots 4 and 5 on nose
1 and slots 3 and 4 on nose 2 are thus eliminated for low
speed. When pump efficiency for the high-speed condi-
tion is considered, all slot locations will apparently give
almost equal efficiency if, as in the present investigation,
the closed slot is designed to fit into the basic shape.
This result indicates that a variable-area single slot may
be equally as good as separate slots for high- and low-
speed operation.

A comparison of the pressure distributions in figures
9 and 10 shows the same trends with a change in pro-
peller operating condition as are shown in figure 5 for
the basic-shape pressure distribution. Figure 12 shows
that a similar shift in the pressure distribution is ob-
tained by increasing the baffle conductance at a con-
stant propeller operating condition. Figure 13 inter-
prets the pressure distribution in terms of velocity
distribution. The total pressure over the outside of the
cowling is nearly equal to the dynamic pressure of the
free air stream for this operating condition and ¢ was
therefore used as the total pressure. The total pres-
sure inside the cowling is equal to that behind the baf-
fle plate, if no losses are experienced in the return
ducts and the turns. The value of p, was therefore
used as a basis for computing velocity inside the slot.
It is interesting to note how the velocity distribution
inside the slot changes with, the slot opening. For
the 1%-inch slot, the constant increase in velocity up
to the slot exit gives a very desirable condition of flow.
For the 3-inch opening and the two lower engine con-
ductances, the velocity also increases up to the exit.
For the largest conductance, however, the highest veloc-
ity is obtained at orifice 14 (fig. 13) showing the begin-
ning of a bad condition. For the 4%-inch opening, the
lowest velocity is obtained at the slot exit, or orifice
15. Here the importance of having a large radius of
curvature of the inner lip for large exit openings is
apparent.

The exil passage may be compared with a pipe hav-
ing an approximately 180° bend.

The increase in friction loss per unit length of bend
divided by the friction loss per unit length of straight
pipe is given by Betz (reference 6) as

3.5
(o constant +<(7{>

where d is the pipe diameter and r is the mean radius
of curvature of the bend.

The radius of bend 7 is analogous to the radius of
the inside lip of the exit slot and the diameter is analo-
gous to the width of the exit opening. As the opening
is increased and the radius of bend remains constant,
it can be seen that the loss becomes rapidly greater.
This fact shows the importance of having as large a
radius of curvature as space limitations permit for the
inside surface of the exit slot. If this bend is too sharp,
there is danger of a breakdown of flow with a complete
stall of the cowling back of the exit slot and a conse-
quent high drag and small cooling pressure. The
radius of bend is a function of the slot opening. If the
radius of bend is suitable for maximum slot opening,
it will be equally good for all smaller openings. In
the present investigation, no breakdown of flow occurred
over the inside lip of the cowling but, in an unpublished
flicht test, this condition occurred, giving very rough
operation of the airplane combined with a large increase
in drag. The test results do indicate that such a condi-
tion is possible since, in many instances with large exit
openings, the maximum negative pressure on the entire
cowling was on the inside lip of the slot. (Note figs. 9
and 11 for an engine conductance of 0.116 and a 4%-inch
slot opening.) The foregoing discussion indicates that
it may be necessary to resort to guide vanes or multiple
slots in order to realize the full benefit of large exit
conductances.

CONCLUSIONS

1. The maximum values of Ap/q, taken from table I,
are tabulated for the two nose shapes and the two
propellers used in this investigation.

Cowling and propeller = ‘ Vi
designation Conductance, K Conductance, K
T | e T
| Slot Pro-| |
| - |
Nose Slot "i'::a" pel- | AyF| 0 [0.037/0.078]0.116 | 0 |0.037 [0.078|0.116
(in.) | 2 ‘
B e e e e Sl e e
Take-off Take-off
1/ P=0.5 1/ Pc=0.6
e T B =
18|31 N3 @ ‘0.156 2.60 | 2.05 | 1.80 | 1.32 | 2.45 | 2.00 ‘ 1.62 | 1.15
1| 8| 3 E |.156 | 5.40 | 4.78 | 3.97 | 2.97 | 4.15 | 3.67 | 3.01 | 2.28
2| 2| 4k O | /2861 2:90 | 2:47 | 2:16/[ 1 2.77 | 2.46 | 2.00 | 1.67
2 2 414 E|.286 | 6.63|6.10 | 5.23 | 3.75 | 4.83 | 4.63 | 4.07 | 2.97
| [ [
‘ High;ﬁpood
‘ ‘ 1/ P.=1.6
} I [ N B I TR TR T
1| 3 8 C [0.156 | 1.98 1.86 | 1.37 | 1.04 | 0.75
(st (3 E |.156 | 2.48 1.28 | .87
2| 2| 44| C|.28 | 2.40 2,17 | 1.64 | 1.45 | 1.23
2| 2| 42| E|.286 302 | 2.41  1.93 | 1.64 | 1.45
) J
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From this table it can be seen that:

(a) Cooling pressures of several times the dynamic
pressure of the air stream can be obtained for the low-
speed flight conditions, not only with small engine con-
ductances but also with large conductances correspond-
ing to modern double-row radial engines.

(b) The data of the table confirm the earlier conclu-
sion that the cooling pressure for low air speed is
greatly dependent on the propeller blade section near
the hub.

(¢) There exists an optimum radius of curvature of
the nose section of the cowling. If the radius is too
large, small cooling pressures result; if the radius is too
small, a condition is reached in which breakdown occurs,
at least for the largest slot openings.  For the ordinary
present-day speed range, nose 2 is probably near the
optimum radius.

2. For maximum ground cooling, it is important to
locate the slot in the region of maximum negative
pressure for the static condition.

3. It is important to have a relatively large radius
on the inner lip of the slot, particularly when large
engine conductances and exit slots are used.

4. For the condition of high-speed flight, the location
of the exit slot is not critical in regard to either pressure
drop or efficiency.

5. Greater care in streamlining the nacelle of a
nose-slot cowling is required because of the more for-

ward location of the exit slot as compared with that of
the conventional N. A. C. A. cowling.

LANGLEY MEMORIAL AERONAUTICAL LLABORATORY,
NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS,
Lancrey Freup, Va., January 18, 1939.

REFERENCES

1. Theodorsen, Theodore, Brevoort, M. J., Stickle, George W.,
and Gough, M. N.: Full-Scale Tests of a New Tvpe N. A.
C. A. Nose-Slot Cowling. T. R. No. 595, N. A. C. A., 1937.

Weick, Fred E., and Wood, Donald H.: The Twenty-Foot
Propeller Research Tunnel of the National Advisory
Committee for Aeronauties. T. R. No. 300, N. A. C. A.,
1928.

3. Stickle, George W.: Design of N. A. C. A. Cowlings for
Radial Air-Cooled Engines. T R. No. 662, N. A. C. A,
1939.

4. Stickle, George W., and Joyner, Upshur T.: The Pressure
Available for Ground Cooling in Front of the Cowling of
Air-Cooled Airplane Engines. T N No. 673, N. A. C. A,
1938.

Theodorsen, Theodore, Brevoort, M. J., and Stickle, George
W.: Full-Scale Tests of N. A. C. A. Cowlings. T. R. No.
592, N. A. C. A., 1937.

6. Betz, A.: Mechanik unelasticher Flissigkeiten. 1. Bd.,
2.Abschn. V des Ingenieurs Taschenbuch, 26. Auflage,
herausg. vom Akademischen Verein Hiitte, Wilhelm Ernst
& Sohn (Berlin), 1931, S. 379.

[




AVAILABLE COOLING PRESSURE FOR N. A. C. A, NOSE-SLOT COWLINGS

TABLE I.—CONDENSED EXPERIMENTAL RESULTS

11
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TABLE I.—CONDENSED EXPERIMENTAL RESULTS—Continued

- . = | o
o ‘ 1/3Pc=0 ‘ 1/VP.=0.5 1Y P.=0.6 ‘ 1/4/P.=1.0 ‘ NV P.=16
0

Nose |Slot | °BE" | pel- | As/F | 5 e
(in)y | ler mD? | miDi AL D o e | ——
%1000 | x1000 | ¢ q

Pr Ap | b
q Nn e q q Nn np

0502401 - | 0 2 0.459

L S S e N N N R
O DD bt et 00 0 00 1O D DD e b et D0 S0 00 S0 DO DD O i i i GO CO DO D RO D
w o ™ oW, oW s @ oW ow ™*

BN N
Clolololololololelolololelelololololololelololololololololololololo]o!]

CONDUCTANCE=0.116

011024 ¥ SRl SIS —0.14 1.35 | 0.455 |- __-__- 0.03 1:12) [10.:615 |- —<==- 0.04 0.83 | 0.653 |______ 0.04 0.81 | 0.597 |0.12
. - . .90 .42 .74 | .511 | 0.66 | .37 .65 | .640 | 0.63 | .34 .54 [ .580 | .

R e S R
TO 1O = D0 00 60 1O 1D B it i = 00 00 00 00 1 1O 1O bt et b i 00 00 00 1D O 1D bt i
&=
&N
HEEEEHEHEEHEEHEEHEHDQQQQQQQQQQQQOQQQQQQQA

aing v Constricted. ¢ Struts changed. 4 With disk.

U.S. GOVERNMENT PRINTING OFFICE: 1940










/
/
¢ » 1
AN ) 8
N
™
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Z
Positive directions of axes and angles (forces and moments) are shown by arrows
Axis Moment about axis Angle Velocities
Force
- (parallel 2 - 4 (Linear
A ym- | to axis) : . ym- ositive Designa- ym- compo-
Designation bol | symbol Designation bol | . direction tion bol |nent along Angular
axis)
Longitudinal - _ __ _ X X Rolling_____ L Y—7 Rollt-tte o P
laterali ol o )i Y Pitching_.___| M Z7—X Piteh=" 250 v q
Normalse =< =5 VA Z Yawing____| N X—Y AWl v w %
Absolute coeflicients of moment Angle of set of control surface (relative to neutral
L M N position), 8. (Indicate surface by proper subseript.)
O=—+5 Cpn=—5 O, ==5
qbS " gqeS gbS
(rolling) (pitching) (yawing)
4, PROPELLER SYMBOLS
D, D1amete1.' 2 125 Power, absolute coefficient Cp= 1:
2, Geometric pitch pn*P
/D, Pitch ratio C Speed-power coefficient=- A
V’,  Inflow velocity A 5 . 3 Pn?
Vs,  Slipstream velocity LB Efficiency
T n, Revolutions per second, r.p.s.

T,  Thrust, absolute coefficient Op=—3+; : . 0
£a P, Effective helix angle_—_tan—l(m)

Q, Torque, absolute coefficient CQ=E?—ﬁ

5. NUMERICAL RELATIONS

1 hp.=76.04 kg-m/s=550 ft-1b./sec. 1 1b.=0.4536 kg.

1 metric horsepower=1.0132 hp. 1 kg=2.2046 Ib.

1 m.p.h.=0.4470 m.p.s. 1 mi.=1,609.35 m=5,280 ft.
1 m.p.s.=2.2369 m.p.h. 1 m=3.2808 ft.






