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CALCULATION OF THE LATERAL CONTROL OF SWEPT AND UNSWEPT FLEXIBLE

-

WINGS OF ARBITRARY STIFFNESS:

By Fraxkrx Y. Dieperice

SUMMARY

A method similar to that of NACA Rep. 1000 is presented
Jor caleulating the effectiveness and the reversal speed of lateral-
control derices on swept and unswept wings of arbitrary stiff-
ness. Provision 18 made for using either stiffness curves and
root-rotation constants or structural influence coefficients in the
analysis. Computing forms and an illustrative example are
ineluded to facilitate caleulations by means of the method.

The effectiveness of conventional aileron eonfigurations and
the margin against aileron reversal are shown to be relatively
low for swept wings at all speeds and for oIl wing plan forms
at supersonic speeds.

INTRODUCTION

Adequate lateral control constitutes one of the more
significeant design requirements for airplanes. The ability
of the airplane to enter a roll is determined by the control
power and is measured by the maximum available rolling
moment resulting from lateral-control deflection. A meas-
ure of the degree of lateral maneuversbility is the helix
angle at the wing tips corresponding to the highest rate of
roll; the Iateral maneuverability depends both on the control
power and the damping in roll.

The control power and the damping in roll are affected
by structural flexibility. Control deflection ordinarily gives

_rise to aerodynamic loads which tend to deform the wing
structure in such 2 way as to reduce the loads on it and thus
to reduce the control power.
the air stream is sufficiently high, the amount of lift which
results from the structural deformation may be sufficient to
nullify the effect of the control deflection. The speed and
dynamic pressure corresponding to this condition are known
as the sileron reversal speed or reversal dynamic pressure,
since at a slightly higher dynamie pressure a control deflec-
tion in a given direction would result in a rolling moment
in & direction opposite to that of the moment on a similar
rigid wing.

The present report is concerned with an analysis of these
problems for swept and unswept wings of arbitrary stiffness.
The method is based on the analysis of loading of flexible
wings presented in veference 1. Since suitable aerodynamic
influence coefficients are not yet available for antisymmetric

If the dynamic pressure of |

lift distributions, aerodynemic-induction effects on the lift
distribution are taken into account only as an over-all
correction and as a slight reduction of the load at the tip,
es in reference 1.  The method is formulated in such a
manner, however, that” aerodynemic influence coefficients
may easily be included as soon as they become available.

The numerical analysis required in any given practical

case constitutes an extension of the calculations outlined in
reference 1. The computing forms for the additional caleu-
lations required for an a.nalysizs of lateral-control effective-
ness or reversal are included in the present report. Their
use is described in the section entitled “Application of the
Method,”” which may be read without reference to the
deriva.tion of the method. The material presented in refer-
ence 1 which is pertinent to the present analysis is inecluded

herein. As an example illustrating the method, the lateral-
control effectiveness and reversal of the wing considered in

reference 1 are analyzed in this report. The reversal speeds
of several wings derived from this wing by shifting the

elastic axis and rotating the wing are calculated to demon-

strate some general effects of sweep on the aileron reversal
speed.

SYMBOLS

A aspect ratio (5*/S)

[A], T4 aeroelastic matrices defined by equations (7)
and (10) .

[4l, [41 auxiliary aeroelastic matrices defined by
equations (8) and (11}

[Ae] aileron-reversal matrix defined by equation (18)

a section aerodynamic center, measured from
Iea.dinb edge, fraction of chord

b ng span, inches

! wing span less fuselage mdth inches

e chord measured parallel to the air stream,
inches

¢ average wing chord, inches (S/b) _

1 section lift coefficient ({/gc) .

Ce, section lift-curve slope, per radian

Crmypy section pitching-moment coefficient referred
to quarter-chord point

Cz, wing lift-curve slope, per radian

t Supersedes N A CA RM L8H24z, “Calecalarfon of the Effects of Structural Flexibillty on Lateral Control of Wings of Arbitrary Plan Formr and Stiffness™ by Franklin W. Diederich,

1€4S.
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effective lift-curve slope for twist distribu-
tions, per radian

rolling-moment coefficient Ronmg‘slilzoment

matrix converting torques due to dlstnbuted
loads to torques due to concentrated torques

matrix converting bending moments due to
distributed loads to bending moments due
to concentrated loads

gection center of pressure due to aileron de-
flection measured from leading edge of
chord, fraction of chord

bending stiffness in planes perpendicular to
the elastic axis, pound-inches ?

location of elastic axis measured from leading
edge, fraction of chord

dimensionless distance along chord from
reference axis to section aerodynamic center
(e—a)

dimensionless distance along chord from
reference axis to section center of pressure
due to aileron deflection (cp;—e)

factor proportional to the rolling-moment
coefficient due to aileron deflection defined
by equation (16)

torsional stiffness in planes perpendicular to
the elastic axis, pound-inches 2

_ integrating matrices for single integration from

tip to root
integrating matrices for double integration
from tip to root
first rows of matrices [I’] and [11‘], respectively
integrating matrix defined by equation (14)
dimensionless&f %.ramt;;;’?r
@J). 2
(EI), e, ¢ cos’A tan A)

wing lift-curve-slope ratio (Ciz,, / Cr,)

running air load per unit length perpendicular

to the plane of symmetry, pounds per inch
free-stream Mach number

- wing-tip helix angle

root-twist constants
dynamic pressure, pounds per square inch
dimensionless dynamic pressure
(CL., q(b’/2)%, c,* cas A) _
(@),

reduced dynamic pressure (C’z,‘z q%cr)

dimensionless dynamic pressure
Cr, q(b’/2)%; tan A) .
(EI), cos A

S

&m
t

We

oy

&

[®F]

[®7]

Subseripts:

¢f2
D
fw

total wing area including part of wing covered
by fuselage, square inches

trace of matrix [Az]™

running torque due to air load about axes
perpendicular to the plane of symmetry,
inch-pounds per inch

fuselage width, inches

distance between the effective root and the
innermost complete section of the torsion box
perpendicular to the elastic axis, inches

Iateral ordinate mesasured from plane of
_Bymmetry, inches }

angle of attack due to structural defommtlon
radians

angle of attack equivalent to unit aileron

deflection dei/ds
deifda

aileron deflection measured in planes parailel
to the direction of flight, radians

moment-arm ratio (e/e)

lateral distance from wing root, inches

angle of sweepback (measured to the reference
axis unless specified otherwise), degroes

influence-coefficient matrix for wing twist in
planes parallel to the air stream due to
concentrated unit loads applied at the
reference axis, radians per pound

influence-coefficient matrix for wing iwist in
planes parallel to the air stream due to con-
centrated unit t,orques applied in planes
parallel to the air stream, radians per inch-
pound

midchord

divergence

flexible wing

inboard end of aileron
outboard end of aileron _
damping in roll

reversal

reversal of unswept wing

at root or efiective root

rigid wing

subsonic

supersonic

wing exclusive of fuselage
due to (unit) aileron deflection

column matrix
row matrix
square matrix
diagonal matrix
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double transpose of & matrix: first about the
principal diagonal, then about the other
diagonal

11] unift matrix

[ ]II

[11'1 =

L

DERIVATION OF THE METHOD
ASSUMPTIONS

The assumptions made in reference 1 are that all deforma-
tions and -angles of attack are small and that the wing
deformations either are known in the form of structural in-
fluence coefficients or can be calculated from simple beam
theory in conjunction with rotations of a flexible root. In
addition the assumption is made in the present report that
the angle between the aileron and the wing is constant along
the span of the aileron and that, in the absence of suitable
aerodynamic influence coefficients, aeroelestic effects due to
aileron deflection can be ealculated on the basis of a modified
strip theory.

AIR LOADS

The lift on a wing section of unit width parallel to the
direction of flight may be expressed in terms of the loading
coefficient cc;fe, as

=g, {22} )
In the case of & wing at zero angle of ettack with ailerons
deflected the lift may be considered to consist of two parts:
one due to structural deformation and one due to aileron
deflection. The loading coefficients for these two parts are
best treated separately.

The part of the lift due to the antisymmetric structural
twist can be written in terms of the local values of twist as

5ﬁ}=0L,[Q¢1{a.} @)

Ler

in terms of suitable antisymmetric aerodynemic influence
coefficients [Q.].
present, modified strip theory may be used, as in reference 1,
with some saving in labor but at some sacrifice in accuracy.
VWith this modified strip theory

{a:} (3)

Sines no such coefficients are available at.

where for subsonic speeds the approximate value of effective
lift-curve slope Cr, may be obtained from the equation

AcosA

O"‘ﬂ.:c'a Al4cosA

and for supersonic speeds,

4 cos Ar,/z

Cr, ——F—————
Fae VM cos? A p—1

¢i_ being the lift~curve slope of the section perpendicular to
the quarter-chord line at & Mach number equal to 34, cos A.

The lift due to aileron deflection should be calculated by
a fairly accurate method (see references 2 and 3). This lift
distribution may be expressed as

c
where the coefficients (0; ) are the values of ¢; calculated
&

K¢

for a unit effective aileron deflection ;6 and divided by C;_ .

The combined lift due to twist and aileron deflection is

then
{l}=qcrcz,,lﬂ{{a,}+aas{cf; }} @)

The torque per unit width of span is the produet of the Iift
per unit width and the local moment arm. For the Lft
due to twist the moment arm is &¢; for the lift due to aileron
deflection the moment arm is —ec. (See fig. 1.) Conse-
quently, the torque may be written as

{t}=qcr’0r.,'e’1,|_:%:r<£)r|{{as}—aaﬁlel{&}a} )

where e is the ratio of the moment arms e,/e;.

THE AEROELASTIC EQUATION

Method employing stiffness curves.—The lifts and
torques per unit width given in the preceding section can
be integrated to obtain bending moments and accumulated
torques about axes perpendicular and parallel to the plane
of symmetry end, hence, about axes perpendicular and
parallel to the elastic axis. Integration of these torques
end moments yields the twists and local dihedrals, which
can be combined to yield the desired angle of attack due to
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Aerodynomic ceriter
Llastic axis

,," Lentter of pressure due
{ ;S to czﬂer'on def/ecﬂon .
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FIGURE 1.—Definition of geometrical parameters used in the analysis,

structural deformation e, (See reference 1.) The result-

ing equation i

{as}=xq*{[A]{0fx}—aa§[Z]{ o } } ®

e

where &, the ratio of the effective to the actual wing lift-
curve slope, is

A-I—2 cos A

T Afdcosh

for subsonic flow and has a value of 1 for supersonic flow,

g* is the dimensionless dynamic pressure, [A] is the aero-
elastic matrix defined in reference 1 (for subsonic flow) as

=] 1] G T2 (0, — @ tam w1

| el ()]

;[k[I]” (El),]_ s elrc,Zis AQau[l,']] 199 I_cg‘l
@)

and [A] is an auxiliary aeroelastic matrix defined (for sub-
sonic flow) by

(@), ,
tE&ED,

[Z]=[[I]” (GJ)"I+ 5775 (Qer—Qay tan A)[117]
A8 | BB 2 (2 o

+ iy | ] e s Q)] [II'][_ <]
(8)

For supersonic flow, matrices [I] and [1]] are used instéad
of matrices [I’] and [IT’], provided that the decrease in lift

at the tip is known; otherwise, matrices [I’] and [JI'] may
be used in supersonic flow also as a fair approximation.
Method employing structural influence coefficients.--1f
the angle-of-attack changes due to unit concentrated normal
loads and torques [®p] and [®;] have been determined in
static tests of the actual strueture or caleulated by a method
such as that of reference 4, they may be used in an acro-
elastic analysis in the manner indicated in reference 1. The
pertinent aeroclastic equation for the lateral-control problem

{a {[A']{ac} "“5[‘11]{(",:“ }‘} (9

where [Af is the aeroelastic matrix defined in reference 1 as

t=[o,ceaicn] £ (£) T warea| £]] o

[ANis s'm auxiliary aeroelastic matrix defined by

(A=es el fbrnca']l_e‘( ) |ie—matea| £ av

g' is the reduced dynamic pressure defined by

’
Q'=OL¢Q%C

and the load-conversion matrices [(3’] and [€)’] are defined
and given in reference 1.

SOLUTION OF THE AEROELASTIC EQUATION

Calculation of the control effectiveness~—The acro-

dynamic loading corresponding to a given aileron deflection

at a given dynamic pressure can be obtained by writing
equation (6) or equation (9) in the form

O
®el 3

[[11—xq*[

Once the right-hand side of equation (12) is evaluated it may
be regarded as a set of knowns which in conjunection with
the coefficients of the matrix [[1]—xg*[A]] permits a solution
for the. unknowns {e,}. The loading corresponding to
{ «} may then be obtained from equation (4) and henee the
net rolling moment due to aileron deflection and the result-
ing wing deformations:

Rolling moment=2 (—l‘;—,)glfl",]{l} {13)
where
Lo =11+ L17) (14)

As indicated in reference 1, the solution of the set of simul-
taneous equations represented by equation (12) may Dbe
carried out by any conventional method of solving simul-
taneous equations or by an iteration procedure, the choice
of method depending primarily on the preference of the
computer.

Calculation of the aileron reversal speed.—The aileron
reversal speed can be obtained by calculating the rollmg
moment” due to aileron deflection, as indicated in the
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preceding parsgraph, and plotting it against the speed or
dynamic pressure. The value or velues of the speed or
dynamic pressure for which the rolling moment is zero
constitute the aileron reversal speeds or dynamic pressures.
However, a more direct procedure, similar to that used to
find the divergence speed in reference 1, can be derived as
follows.

The term o;é { G;

} in equation (12) can be expressed in
&

terms of {«,} by means of equations (4) and (13) since at the
aileron-reversal condition the rolling moment is equal to
zero. Hence,

' lﬂfoJLcﬁr_l_{{a.}+aaa{Cfc;;}s}=o

] £ e

" 2],
e

Multiplying both sides of this equation by {OL

or

} yields
&

Ee

wsfgic} — i o] e
omril £1{}

Substitution of equation (15) in equation (12) yields

(15)

- where

{“l}=Kq*[ARI{a:} 17
where the aileron-reversal matrix [Az] is defined by
I G BT
T o AT I

The value of the dimensionless dynamic pressure x¢* at re-
versal cen be found by iterating equation (17} or by expand-
ing the determinant of the matrix [[1]—xg*[4z]] and setting
the resulting polynomial in «g* equal to 0, as described in
reference 1.

APPLICATION OF THE METHOD
SELECTION OF THE PARAMETERS

The geometric and structural parameters used in the cal-
culation of the lateral-control effectiveness and related aero-
elastic properties of a wing are the same as those used in the
calculations of the aerodynamic loading described in reference
1. If the root-rotation constants are different for symmetric
and antisymmetric loadings, those for antisymmetric loadings
should be used for calculating the [A] matrix used in this
report. Similarly, the section lift-curve slope, wing lift-curve
slopes, and local serodynamic-center values are chosen for
the Mach number of interest, as described in reference 1,
except for the calculation of the aileron reversal speed, as
discussed in the section entitled “Calculation of the Aileron

Reversal Speed.”
213637—53——28

The values of «; and ep; are best obtained from experi-
mental section data afthe appropriate Machnumber.df,cos A.
These values, in terms of commonly available quantities, are

des
_B
e
da
and
d"mcu
¢ps=0.25— gi
s

Theoretical thin-airfoil values of these parameters are given

in figure 2 for subsonic and supersonic speeds. Insufficient

information exists at present to permit an accurate correction
of these data for finite-span effects in all cases.
tative sense, the section value of «; is known to be a useful
approximation to the actual value required in the caleulations
of this report, except for wings of very low aspect ratio, for
which the value of a; tends to be somewhet larger than the
section value.

. The values of ¢p; on & ng tend to be further rearward

than the values obtained from section data at subsonic
speeds. The finite-span values may be estimated by calcu-
lating lift distributions for a given aileron deflection both by

unmodified strip theory and by a rational finite-span method, ' N

such as that of reference 2 or of reference’3; if the local lift
given by strip theory is assumed to act at the section value of
¢ps, and if the difference in the lifts given by the two theories
is assumed to act at the local aserodynamic center, the chord-
wise location of the resultant of these two forces may be
considered to be the three-dimensional value of ep;. On the
basis of this approximation e;=—e, at all points on the wing
not covered by the aileron.
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FiGURE 2.—Theoretical thin-airfoll values of the afleron foree parameters.
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The values of {%} required in this report may also be
: 2,/ 8

obtained for subsonic speeds by the methads of references

2 or 3 by calculating spanwise lift distributions in the form

;cg for a;=1 and multiplying the results by éf - A

simpler but less accuratc way of estimating these values
consists in using the modified strip theory, which is also used

in this report for the calculation of the lift due tq structural

deformations, .until suitable aerodynamic influence coeffi-
cients are available. This approximation implies that the

¢ .
elements of { 0' } are 0 for stations not covered by the
]

aileron and 1 for s‘tatiqns covered by the aileron. However,
in order to take into account the location of the inboard and
outboard extrémities of the aileron with the relatively few
stations used in the analysis, equivalent values of a6 have
to be used. These values, referred to as equivalent 5 values,
are given in figure 3. They are intended to give a rounded-
oft distribution of { 7

Ll

} which has approximately the
§

same area and the same moment about the root as the
" unmodified strip-theory distribution. The equivalent &
values of figure 3 pertain to actual values of a;é equal to 1;
they apply to ailerons which extend from b—?/‘i to the tip but

can be combined to apply to any aileron configuration.
Several examples are listed in the following table for the six-
point method, the values of ;5 being 1 and the equivalent

values being read from figure 3(a) as 0.716 for %—0.55

and as 0.293 for += ,/2 =0.95:
Alleron | Case 1 Case 2 Case 3 Cased | Cased
ends -
bl c 15 -
. 0.55 0.95_ 0.5 | 0 0
e 1.00 100 . .05 1.00 .55,
[
. Cr_ ¢ secording to modified strip theory
L. “eli .
[ZF) - — S
Case 1 Case2 | Case3 | Case4 | Cased’
0 0 o | o 1 1
.20 0 0 » 1
.40 0 0 0 L1 1
.60 76§ 0 e |1 o84
8001 1 |0 1 1 0
.90. 1 I .203 | 707 | 1 [

The values of case 3 are obtained from those of cases 1 and
2 and the values for case 5, from the ones of cases 1 and 4.

REPORT 10.24_—NATIONAL ADVISORY, COMMImE FOR _AERONATUTICS

CALCULATION OF THE MATRICES

A Dbrief introduction to matrix methods is gi‘ en in the

appendix of reference 1; a fuller treatment is given in refer-

ence 5. The numerical constants requlred in the method of
this report are given in reference 1 and in the present report
for 6-point and 10-point solutions. The elements of the
matrices [I] and [I’] are given in table I and those of the
matrices {II] and [II’], in table II. The matrix [} is
essentially the double transpose of the matrix {I] and its
elements are given in table ITI. If the structural influence-
coefficient method is used, the required matrices [(y] and
[C)] may be obtained from reference 1.

The matrix [A] is calculated as described in refcrcnce 1”

and, if desired, by means of the computing forms given in
ref_erence_; 1.
marized as follows:

8tep I QOperatfon

® mn’ “;J}"I

G (El)r'l

(e,
ED, tans A [@)

s Qg g ) )

[EHOH®]
1|5 GE)
[@@]
HO!

0, b&f3
i3e ¢ s A

[@-[®]

wn[2]

(@]}

AR AR ECRECRECEECHAECRE

Qayy 1147]

| e|e®

@c

(41=[@]-1@]

where the notation [@)], for instance, refers to the matrix

" calculated in step 7. For supersonic speeds four additional

steps are required:

mf 2 (2)7.
@ [@]

(elr)lub [ @]

(elr)npr

-[@]-[@]

GRONOINC,

The steps in the computation may be sum-
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To proceed with the caleulation of lateral control and of
the aileron reversal speed, the auxiliary aeroelastic and the
aileron-reversal matrices are then calculated as shown in
table IV; the numbenng of the steps indicated in the upper
left corner of each block is a continuation of the numbering
of the steps required to calculate the matrix [A]. The
auxiliary aeroelastic matrix is obtained in step 15 and the
aileron-reversal matrix, in step 20. The value of g required

in step 16 is obtained by postmultiplying the row [II'] |_C£-I
obtained in the step immediately above step 16 by the

¢
column {OL

} * On the other hand, the square matrix of

step 18 is obtained by premultiplying the row matrix [@j,

which is the same row matrix {11’y -imultlphed by ?

by the column { o }‘-

A separate set of calculations from step 14 to step 20,
inclusive, has to be performed for subsonic and supersonic
speeds; the steps for supersonic speeds can be labeled steps
14a to 20a to follow the pattern set in reference 1. For a
10-point solution, forms similar to those of.table IV can
easily be drawn up. For the influence-coefficient method a
set of computing instructions and computing forms can be
based on equations (10) and (11) in the same way as the
instructions and forms discussed in this section are based on
equations (7), (8), and (18).

Special cases arise when any or all of the values of ¢, or of
ez are zero. If only e,, is zero, the value of ¢; at some other
point can be used as a reference throughout the analysis and
the parameter ¢* can be redefined accordingly. The first
column of the matrix [@@] is calculated in this case by multi-
plying the first column of the matrix [(®] [I’] by the ratio of
the value e, to the reference value of ¢;. Similarly, if some
other value of ¢; is Zero, say the nth along the span, e, is
used as a reference but the nth column of [@] is calculated
bv multiplying the nth column of the matrix [®] [I'] by

- ( ) where ¢,, and ¢, are the values of ¢; and ¢ at the
If

nth station.

If ¢, is zero along the entire span, some of the computing
instructions given in this report, as well as the ones given in
reference 1, must be modified somewhat. In table VI (a)

2
of reference 1 the matrix L:—’ (cg)-l can be entered in the
2,_ r

2
space provided for the l_ei' (cﬁ)-l matrix. Some of the in-
1, T

structions of table VI(b) of reference 1 and table IV of this
report are then modified as follows:

Step 6 L] (cg,)rl
(E-I)r W, Q“M ’
Step 9 (@), B2 tan A oy

Step 10 @-@ -

REPORT 1024—NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS

Step 11 Asis
Step 12 Omit
Step13 * [Alyeo=[G] (@]
e3¢ cos’ A (ET), 1
Step 14 52 (@), tand @
Step 15 | Al=[@]—[@)]

All other instructions are unaffected.
If ¢ is zero along the span, table IV of this report may be
modified as follows:

Step 15 [A]=[@]

Step 14 may be omitted in this case; all other steps in table
IV are unaffected. _

Similar modifications must also be made if the influence-
coeflicient method is used.

CALCULATION OF THE AILERON REVERSAL SPEED

The matrix [Ap] is iterated in table V(a) to calculate the
critical value of the parameter x¢* and hence the critical
speed. The calculation has to be performed once for sub-
sonic speeds and, if the airplane is to fly at transonic and .
supersonic speeds, once for supersonic speeds. From these
critical values, from the definition of the parameters x and ¢*,
and from the lift-curve slope the dynamie pressure required
for aileron reversal ¢z may be calculated and plotted as a
function of Mach number. If the actual dynamic pressure
for the altitudes of interest is also plotted on the same chart,
the lowest intersection of the reversal with a tlue-dynanuc-
pressure line will give the reversal Mach number and dynamie
pressure at the altitude of the true-dynamic-pressure line.

The matrices [Az] calculated for the special cases men-
tioned in the preceding section do not all yield the critical
value of the parameter x¢g*. When the value of ¢, is zero at
the root, the critical value of the parameter xg* based on the
reference velue of ¢; will be obtained. If ¢ is zero at some
other point along the span or if ¢; is zero along the entire
span, critical values of the parameter kg* will be obtained.
In the case where ¢, is zero along the entire span, iteration
of the matrix [Ag] calculated by following the instructions
of the preceding section will yield the value of the parameter
k¢ at reversal.

In some of these special cases, and possibly in other cases
as well, the iteration procedure may not converge. In
those cases the lowest value of the paramelers (xg*)z ot
(k@) r is imaginary, so that there is no physical reversal speed
corresponding to this value, and the wing under considera-
tion is likely to be safe against reversal (in the speed range
under caonsideration). If the lowest value of the parameter

«g* has the sign opposite to that of the value of ¢, (or the

other value of ¢, used as a reference) or if the critical value of
x¢ has the sign opposite to that of the sweep angle A, the
reversal dynamic pressure is negative. In that case the
wing also is likely to be safe against reversal, since & negalive
dynamic pressure cannot be obtained at any real speed.
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However, if the wing is to operate at dynamic pressures
which correspond to values of x¢* or x¢ much larger than the
absolute values of the critical values obtained by iteration,
the next higher eigenvalues of the aileron-reversal matrix
may have to be caleulated by a method such as that given
in reference 5, page 143. If the next higher eigenvalue is
real and of appropriate sign, it deﬁnes the eritical aileron
reversal speed.

Instead of iterating the matrix [Ag] to calculate (xg*)g the
determinant of the matrix [[1]—xg*4z]] may be expanded
and equated to zero, as noted in reference 1. The result is
an equation of the type

Ca(xg™*)"+ Cu_i(xg*y - . + kg +1=0

where n is the order of the matri=—that is, 6 or 10 in the
case of a 6-point or 10-point solution, respectively. Solution
of this equation vields n values of xg*; the lowest resl value
with the appropriate sign is the one that defines the critical
reversal speed. Instead of actually expanding the determi-
nant, however, the coefficients €, G, . . .
obtained in terms of the traces of the powers of the maxtrix
[Ag], the trace of a matrix being the sum of the elements on
its principal diagonal, and the nth power of the matrix
[Ag] being the matrix obtained by multiplying [Ae] by
itself n—1 times. If ¢, is the trace of [Ag]™, then

01= —8
1
= —3 (Cis1+s9)

Co=—(Cosrt Cisrts)

C“=—:‘;(On—lsl+0ﬂ—282+ e e Oty

Unless certain types of automatic computing machinery
are available, the iteration procedure is generally preferable
to the procedure based on the expansion of the determinant.

CALCULATION OF CONTROL POWER AND MANEUVERABILITY

The calculation of the twist distribution for a given
aileron deflection may be carried out in table V (b), which is
similarto table VI (b) of reference 1. The matrix [[1]—xg*[A4]]

is entered at the left, and the column { Oc, } is enter-

L ,

ed at the right. This column is premultiplied by the
[4] metrix obtained in step 15 or step 158 and is entered in
the second column at the right, which in turn is multiplied
by —x¢* to yield the third column. The simultaneous
equations with the coefficients at the left and the knowns at
the right (the third column) are then solved for the unknown
a, values. If preferred, an iterative solution of the type

discussed in reference 1 may be used instead of Crout’s’

method (reference 6) for which table Visset up. A computing
form similar to that of table VII (c) of reference 1 may be
used for this purpose.

;. can be.

If the same values of xg* are selected as were used in the -

calculation of the aerodynamic loading by the method of
reference 1, the [[1]—xg*[A]] matrix is already available.
If, in addition, Crout’s method of solving simultaneous
equations has been used to solve the simultaneous equations,

part of the auxiliary matrix is also available so that calcu-.

lation of the «, values for the aileron loading requires very
little time. However, the iterative solution does not have
this advantage.

In some of the special cases discussed in the preceding
sections, care must be taken to use the proper parameters in
conjunction with the matrices calculated for these special
cases. In the case where ¢, is zero, the values of xg* must
be based on the reference value of ¢, selected in caleulating
the matrix; in the case where ¢, is zero along the entire span,
the parameter x¢ must be used instead of x¢* in table V (b).

The resulting «, values may be added algebraically to the

values of { Oc; } s multiplied by % and LE—I as indicated in
Ly, }s ¢ Cr

steps 4, 5, and 6 of table V(b), and plotted over the span

to yield the net aerodynamic load distribution {'c’g:l }
L,
LRI
which pertains to a unit value of «;5 on the flexible wing.
The rolling-moment coefficient due fo this forcing loading
(over both wings) may be obtained from a dimensionless
form of equation (13)

=5 0s, () [II’OJ{ ey }

This coefficient, which is a direct measure of the rolling
power, is seen to be depencient.only on ¢/gp (except for the

factor'ULa) smce g (K OR

(19)

*)p Is constant for a

given speed ra-nge

The rolling maneuverability depends not only on the
rolling power but also on the damping in roll. The rate of
roll per unit eileron deflection (measured in a plane parallel
to the plane of symmetry) is given by

(zv Al c*, 20

where (7;; is the forcing coefficient calculated from equation

-(19) Gf the contributions of the pressures on the fuselage are

neglected) and (', is the demping coefficient calculated from
equation (19) with a column of values of {E(cj'%} calculated

by the method’ of reference 1 for a case where %=le2' If
modified strip theory is used, the desired column is

{Eg—i}=gtgli{a.}+{a,}}

where «, is the structural deformation associated with the
given values of a,.
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ILLUSTRATIVE EXAMPLE

The method deseribed in the preceding sections has been
used to analyze the lateral maneuvershility of the wing con-
sidered in the illustrative example of reference 1. The re-
quired additional parameters of this wing are presented in
table VI (a), which follows the form of table IV (a). = Modi-

The

¢
fied strip theory has been used for ealculating {‘@f
equivalent value of § at the station b'L/2=0'4'is obtained

from figure 3 for the given values of b",/fz and 67/02 The

auxiliary aeroelastic matrix for the subsonic case has been
calculated by followmg the form. of table IV(b); the re-
sulting matrix is shown in table VI (b).

The aileron-reversal matrix for the subsonic case is cal_cl.-
lated by means of the form of table IV (¢). Several of the
steps, as well as the result, are shown in table VI (¢} for the
subsonic case. In these calculations the contribution of the
matrix [I';] to the matrix |II’y] has been neglected, so that
the matrix | ZI’;] has been used instead of the matrix [II”],
& procedure which is not recommended in general. Iteration
of the aileron-reversal matrix (by means of the form of table
V(a) or otherwise) yields a value of (x¢g*)=2.364. A
similar calculation for supersonic speeds yields o value of
(xg*)r=0.1280. From these two values and the definition
of the parameters x and ¢* the dynamic pressure required for
reversal bas been calculated and is: plotted against Mach
number in figure 4. Also shown in figure 4 for comparison
are the dynamic pressures required for divergence as well as
the actual dynamic pressures at sea level and at an altitude
of 25,000 feet. Where the dynamic pressure required for
reversal is lesg than the actual dynamic pressure, the aileron
control is reversed. For the example wing, reversal is likely
to oceur at a Mach number of approximately 1.3 at sea level.

The aerodynamic loading due to aileron deflection has
been calculated by means of the form of table V(b}. For the
subsonic case and for x¢g*=0.552 the [[1]—«x¢*[A]] matrix is
that shown in table X (b) of reference 1. The three columns
to be entered at the right of table V(b), as well as the four
columns obtained at the bottom of table V(b), are as follows:

i : e
© | @ ® @ | ¢&| o | Dm
| ) — — -
forz), [0 11| | 5101 [[i@if@ie] et
o o ‘B ' o_”'-_ 0 0
0 1800 || —1043 —.080 | —.088 | —.070 —. 0669
265 | .b100 [{ —2815 067 083 085 | —.1060
1 LBHT || 4538 .509 473 .081 —. 3302
1 Logrs || —-5671 .435 k13 .55 —. 4477
1 1.odss (| —. o832 879 .300 .52 —.4773
[11%){ @} =070
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The Il.ft (listl'iBﬁti011 due to aiIeron' deflection -

o H

: ' e
obtamed by using the modified strip-theory values of v, : }
: é

is pIotted in figure 5 For the flexible wing the Iift dlstrlbu-
tions due to the calculated twist distributions, such as the
orie shown in the next to the last column of the foregoing
tabulation, must be added algebraically to the lift distribu-
tion due to aileron deflection. This addition is best per-
formed by first plotting the lift distributions due to twist
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Fi6URE 5.—Loading of example wing with afleron deflected.

separately and then adding them point for point to the lift

distribution due to aileron deflection. The net distrtbutions
obtained in this manner for several cases are shown in figure

5. Thedistributionforcase5 supersomcspeeds =—1 00)

indicates that the wing is operating at a speed above
its reversal speed; from the given values of ¢*p and g* the

dynamic pressure for the case of gi=_1'00 can be seen to
D

exceed by 15.4 percent the dynamic pressure required for
aileron reversal. '

The rolling-moment coefficient is obtained from equation
(19) or by adding the moments corresponding to the aileron-
distribution curve and the twist curve algebraically. (As
stated previously, the contribution of [F;] to [IIy] has
been neglected in these calculations.) The ratio of the
flexdble-wing rolling-moment coefficient obtained in this
manner to the corresponding rigid-wing rolling-moment
coefficient is plotted in figure 6 (a) against the ratio —g/g»s;
for the rigid wing the value of C;, at subsonic speeds is

(Cy,),,=0.070Cx,

and at supersoniec speeds is

(Oza)rw=0.02601_’,c

The lateral maneuversbility is caleulated by means of equa-
tion (20) with the damping coefficients calculated in reference

rzr Subsonic case
E > —— Supersonic cose
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FIGTRE 8.—Control power and effectiveness of example wing.

1 and is also plotted in figure 6 (a) as a fraction of the r-igid-
wing value, which at subsonic speeds is

b
(2 ) —0.634

and at supersonic speeds is

pb

5-;—7 rm=0.232

Both the ma.neuverability and the control power become

zero at a value of g—=—0.87 , which is the ratio of the re- o
D

versal to the divergence dypamic pressure at supersonic
speeds, as is shown in figure 4.

Since the ratio ¢/gp has been determined as a function of
altitude and Mach number in figure 4, the parameters of

figure 6 (a) can be plotted as functions of altitude and Mach

number, as has been done in figure 6 (b). The maneuverabil-
ity and, to a lesser extent, the control power are relatively low
at supersonic speeds, particularly at low altitudes. Since at
high speeds even a small value of p5/21” implies a fairly large
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value of the rate of roll p, this situation is not necessarily
alarming. The wing in question should have adequate
control at all speeds for altitudes greater than about 20,000

feet.
DISCUSSION

The method of this report is based in essence on a numer-
ical integration by means of matrices of the differential
equations of structural equilibrium. The actual stiffness
distributions, root rotations, and the lift and pitching-
moment distributions of the undeformed wing can be taken
into account as accurately as they are known. The commonly

made simplification of treating the wing as an aggregate of

constant-chord segments with all flexibility concentrated at
the ends and all forces at the midpoint of the segments
is not resortéed to in this report. ~No time-consuming
graphical integrations nor trial and error procedures gare
used. The aileron reversal speed is calculated by means of
an iteration, but each cycle of this iteration consists of a
single matrix multiplication so that the entire procedure is
straightforward in application, and usually the results
converge rapidly. If preferred, the iteration procedure can
be replaced by an expansion of the determinant of the
matrix [[11—«xg*[4z]], as outlined in this report.

The purpose of this section is to discuss the assumptions

and limitations of the method of this report and to indicate
the effect of certain design variables on the aileron reversal
speed by means of the results of a few calculations for the
example wing and some others related to it.

'ASSUMPTIONS AND LIMITATIONS OF THE METHOD

The discussion of the serodynamic and structural assump-
tions in reference 1 is also pertinent to the analysis of this
report. This discussion may be summarized as follows: All
angles of attack, structural deformations, and control

deflections must be sufficiently small to give rise only ta .

linear serodynamic and structural forces. When structural
influence coefficients are used, no further assumptions are
pecessary concerning the structural deformations; when the
stiffness curves are used, elementary beam theory as cor-
rected by root rotations must be applicable. If elementary
beam theory is inapplicable—that is, if shear deformations,
shear lag, and bending-torsion interaction cannot be neg-
lected—a more refined method than elementary beam theory,
such as the method of reference 4, can be used to calculate
structural influence coefficients which _can be used in. the
method of the present report. When suitable aerodynamic
influence coefficients are available, no further assumptions
need be made concerning the aerodynamic forces; if no such
coefficients are available, the assumption must be made that
modified strip theory is sufficiently accurate ta calculate the
aeroelastic effects of interest.. . S
In the present report additional aerodynamic assumptions
must be made, primarily, because although accurate aero-
dynamic information can be used in the method of this report
such information is not available in many instances. For
instance, no suitable aerodynamic influence coefficients are
available as yet for antisymmetric lift distributions so that
modified strip theory has to be used for the lift due to

REPORT 1024—NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS

structural deformation. For thelift due to aileron deflection,

which is used in the form of the coefficients ( C:i : ) + the bost
ce/ 8

available information should be used; for unswept wings of
moderaté or high aspect ratio the method of reference 2 gives
accuraté results, and for swept wings or wings of low aspect
ratio the _method of reference 3, with certain modifications
explained in reference 6, may be used to calculato the desired
coefficients. However, information concerning the param-
eters o and c¢p, for wings of finite span is very meager; (he
suggested means of estimating them give results which must
be used with some caution. If experimental results are
aveailable for these parameters, they can, of course, be used in
this method.

Modified strip theory should not in general be used to

C;
Y

caleulate the coefficients <—) » as was done in the illustra-
L
é

e,
tive example. If it is desired to use this approximation, the
equivalent & values of figure 3 may be used to obtain a
suitable fairing of the ILift-distribution curve at the aileron
ends. However, these equivalent values are premised on the
use of the [I'] and [7I’] matrices and should not be employed
for any other purpose than that indicated herein. )

Two additional structural assumptions are also made in
this report. In the first place, the angle § between the wing
and the aileron is assumed to be constant along the span.
This assumption appears to have been made in almost all of
the published investigations into the problem of lateral-
control reversal and appears to have yiclded satisfactory
results; the shorter the aileron and the greater the number
of points at which the aileron is supported and at which its
hinge moment is taken out, the more nearly true is the
assumption. Also, the control linkage is assumed to bhe.
stiff so that the aileron angle for a given stick displacement
is independent of the dynamic pressure. However, in order
to account for the control-linkage deflection, it is necessary -
only to calculate the ratio of the true aileron angle at a given
dynamic pressure to that at zero dynamic pressure for the
same stick position. The calculated control moment and
maneuverability must then be reduced by this factor to get
values of these quantities for a given stick displacement.
Since deformations of the confrol linkage only affect the
aileron effectiveness, they have no bearing on the reversal
speed. On the other hand, these deformations may lead to
aileron divergence for wings with heavily overbalanced
ailerons. This problem, as well as the problem of wing-
aileron divergence, has not been considered in the present
analysis. .

The fuselage eand tail do mot contribute any appreciable
amounts to either the control or the damping moment so
that their effects may ordinarily be neglected for the purpose
of Jateral-control calculations. Similarly, the effect of wing
camber does not enter into the problem, because the only
important effect of camber is to give the flexible wing a sym-
metrical lift distribution if it is set at the angle of atfack
which would give zero lift for the rigid wing; this symmetrical
lift distribution has no effect on the Iateral-control problem.
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As in reference 1, the effects of the inertia loading on the
aerodynamic loading have not been considered explicitly in
the analysis of this report. As pointed out in reference 1,
however, the structural deformations due to the inertia load-
ing may be calculated conveniently by means of the integrat-
ing matrices and then be considered as part of the geometrical
angles of attack. This procedure may be applied in the
case of a rolling wing to determine the change in rolling
moment for a unit rolling acceleration at any given Mach
number and dynamie pressure. - This rolling moment must
be taken into eccount in estimating the rolling accelerations
due to & given forcing moment at any time before the steady-
roll condition. is reached.

At transonic speeds there is considerable uncertainty
in the aerodynamic parameters. The control power is
directly proportional to the value of the parameter

(:;»51 which may be quite low in the transonic region

_due to the fact that the aileron is located in a region of sepa-
rated flow. The method of this report is applicable to this
case if the value of ¢;, is known for the rigid wing and if the
aerodynamic forces due to aileron deflection and due to
twist can be superimposed linearly. If, for instance, the
decrease in this parameter due to flow separation is 40 per-
cent at a given Mach number and if the loss in control power
due to wing flexibility amounts to 20 percent, then the total
loss is 52 percent. However, the loss in maneuverability
due to the decrease in ¢;, may be much less than the loss in

control power, since & decrease in ¢;, is usually accompanied
by & decrease in¢;  and OL% and hence in the coefficient of

damping in roll. -~

Should the value of the paremeter ¢;, decrease to zero or
reverse, aileron reversal will ceccur. This type of reversal is
altogether different from the type of reversal discussed in
this report since it is due entirely to aerodynamic action,
whereas the reversal of concern in this report is due to aero-
elastic action. Both types of reversal are largely independent
of each other; aserodynamic reversal is likely to occur at a
given Mach number regardless of the stiffness of the wing.
whereas aeroelastic reversal will occur ordinarily at a
different speed which is unaffected by the aerodynamic
effectiveness.

EFFECTS OF SOME DESIGN VA.'B-.IA.BLES ON THE AILERON REVERSAL
SPEED
Some general effects of sweep and of the moment arms e,
and e; on the aeroelastic reversal speed may be of interest.
The ratio of the reversal parameter (x¢*)r of & given wing
to that of the unswept wing obtained by rotating the given
wing (xg¢*)z, is shown in figure 7 (a) plotted against a fune-
tion of the sweep angle for subsonic and supersonic speeds;
the two curves were obtained by considering the wing of the
illustrative example to be rotated in such a manner as to
€1,¢r COS?A and (ED,
b2 (GJ).
chord, stiffness, and moment-erm distributions e; and e;
constant.

keep the parameters as well as the
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(a) Effect of sweep on reversal parameter (xg*) x.
(b} Eflect of moment-arm ratio eon reversal parameter (x¢*} s, for unswept wings.

FicrrE 7—E flects of sweep and moment-arm ratlo on reverssl speed.

Both sweepback and sweepforward apparently tend to
decrease the reversal parameter and hence the reversal speed.
At supersonic speeds or, more specifically, at small values of

€2 Cr COS°A (ED.
the parameter P v @,
sweptforward wing is somewhat lower than that of the
sweptback wing; whereas at higher values of the parameter
the variation of the reversal speed with the sweep parameter

tan A 4/ (gfg’ is more nearly symmetrical with respeet to

the zero-sweep case. There are some indications that this be-
havioris not typical of all wings but ratheris due to the fairly
large variation of the values of ¢, e, and e over the span
of the example wing. In genersl it appears that, for small

. € ¢y COS%A
values of the moment-arm parameter s V2 (ED',

the reversal speed for the

the variation of the reversal speed with the sweep parameter _

GJ):
(ET),
large values of the moment-arm parameter, the reversal
speed should tend to be lower for sweptback wings than for
sweptforward wings. '

The variation of the reversal speed of an unswept wing
with the moment-arm ratio is shown in figure 7 (b) for wings
which have the same distributions of the parameters e;fe;,

and e./e;, along the span but have different values of ¢, and

tan A should be nearly symmetrical and that, for
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€s,.

: . . . 1
The parameter (xg*)z, is plotted against the ratio 1T
where the value of ¢ is selected at the midaileron station.
It is seen that the plot is linear for both the subsonic and
supersonic case. The difference in these cases is due to

the different variations of e, and e, along the span; if the

variations werg the same or if ¢, and e, were constant along |

the span, the' two lines of figure 7 (b) would coincide. Since
the reversal parameter (x¢*)g, is proportional to I_—Il—e and

since the reversal dynamic pressure is directly proportional
to the reversal parameter and inversely proportional to the
value ¢, (by definition of the parameter xg*), it follows

that the reversal dynamic pressure is approximately propor-

tional to the ratio 1 From figure 1 it is seen that
extes - o S

the sum of e; and e; represents the distance from the aero-
dynamic center to the center of pressure of the lift due to
aileron deflection and is independent of the location of the
elastic axis, This fact corroborates the commonly made
observation that the reversal speed is independent of the
location of the elastic axis in the case of unswept wings.
The control power and maneuverability cannot be related
to the structural and geometric parameters in as relatively
simple a manner as the reversal speed. The control power
is a function ¢f both the ratio ¢/gr and the ratio ¢zfgo; it
normally decreases with g/gs, the rate of decrease being

slow at first and then more rapid for positive velues of

qr/gp (which would generally be obtained for unswept and
sweptforward wings) and being rapid at first and then slower
for negative values of ge/gp (which would generally be
obtained for sweptback wings). The variation of the
maneuverability should generally be similar to that of
the control power since the damping coefficient decreases
(or in the case of unswept and sweptforward wings increases)
" steadily with ¢/gp and is independent of ¢z/gp.

From the calculations for the example ng'sui't appears '

that the control power and maneuverability of sweptback
wings tend to-be relatively low, particularly at supersonic
speeds. A combination of high sweep and large moment
arm e, may lead to an undesirably low maneuverability.
Of course, any increase in the purely aerodynamic effec-
tiveness «; of the aileron-airfoil combination results in a
proportional increase in the lateral-control effectiveness.
At supersonic speeds ; is proportional to the aileron-chord
ratio ¢.fc, so that an increased aileron chord results in
greater maneuverability; at subsonic. speeds an increase
in the aileron chord is less effective. Amother obvious
means of raising the reversal speed and of increasing the
control power is to increase either the torsional stiffness
or the bending stiffness of the structure. In some cases,

however, the increase of the reversal parameter (xq*)n due

E%‘})): (see fig. 7 (a))

produced by a decrease in the torsional stiffness (G.J),may

to a change in the parameter tan A

be so rapid as to cause & net increase in the reversal speed.

If the sweep, the moment arm ¢, the stiffness, and the
aileron . effectiveness cannot be. changed sufficiently to
increase the maneuverability, it may be necessary to resort
to uncoventional control devices. Leading-edge ailerons,
for instance, have negative values of the moment arm e,
so that wings equipped with them tend to reverse at very
high speeds, if at all. This type of configuration has the
additional advantage of relatively high effectiveness at
transonic speeds. The effectiveness of leading-cdge ailerons
at subsonic speeds is so low, however, that they would have
to be used in conjunction with trailing-edge ailerous (o
assure satisfactory lateral control at low subsonic speeds;
furthermore, they pose some other aerodynamic as well as
structural and mechanical problems. Similarly, from an
acroelastic point of view spoilers appear attractive beeause
they tend to have small or negative values of e;, but they
also pose certain design problems. Conscquently, both
these devices require careful consideration before they are
used to alleviate aeroelastic difficultics in any specific case.

"o CONCLUDING REMARKS

A method has been presented for calculating the effective-
ness and the speed of reversal of lateral control as well as of
the aerodynamic loading and the rolling moment produced
by aileron deflection on swept flexible wings of arbitrary
stiffness.

It has been shown that the aileron reversal speed deereases
with both sweptback and sweptforward wings and that the
effectiveness of conventional aileron configurations on swept-
back wings at supersonic speeds tends to be relatively low.
The control_effectiveness and the resulting maneuverability
of the airplane may be increased by varying some of the
design parameters such as the structural stiffness and, if
necessary, resorting to unconventional contral devices, such
as leading-edge ailerons or spoilers.

LANGLEY AERONAUTICAL LLABORATORY,
NationaL Apvisory COMMITTEE FOR AERONAUTICS,
LanNéuey Fierp, Va., April §, 1951,
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TABLE I.—VALUES OF THE INTEGRATING MATRICES [I] AND [[I']

(g) S1x-PoINT SOLUTION

1 (£
7 ' 7 " : =
¥E 0 .2 4 .8 .8 .9 Lo 7g 0 .2 .4 .6 .8 .0 i
0 0.08667 0. 26667 0.13333 0.28667 0. 10000 0.13333 0.03333 [} 0.08687 0. 26667 0. 13338 8.26087 * 0.08333 0. 15085 g e
.2 —. 01687 . 13333 . 15000 . 26667 .10000 .13333 . 03333 .2 -. 01667 13333 . 15000 . 26667 09333 ~15085 _r_
.4 [} 0 08687 . 26667 .10000 . 13333 03333 4 0 V] 08687 . 26667 09838 . 16085 —
.6 0 0 —. 01687 13383 | .1lee7 . 13383 . 03388 .8 a [} —.01867 . 13333 . 11000 . 15085 -
.8 [} 0 [i] .03333 13383 03533 .8 0 o ¢ 02687 . 15085 . _
o 0 0 o —00sa3 | .oseer | .outer oo o o —.01886 | .003%3
-
L0 0 [] 0 1] 0 0 " Ta

(b) Tex-PoixT SoLvTION

fr'1 :

. 0 .1 2 3 + .5 6 7 8 9

453

0 0.03383 0.13383 0.06067 | 0.133%3 0.06867 | 0.13333 | o0.06867 | 0.13383 0.06000 0.15085
1 b —ocos3s 06667 07300 .13333 06667 . 13833 08667 . 13588 06000 15085
20 o 0 08333 13333 06667 .13333 08657 13333 06000 . 15085
3l o 0 —.00833 06567 07500 .13333 06667 18333 08000 15085 .
4| o 0 0 0 03333 .13333 06667 13333 05000 15085
s o 0 3 0 —.00833 06867 67300 L1883, | .06000 15085
6 | o ) 0 ) 0 0 03333 .1333 06000 . 15085
Tl o 0 0 ) ) 0 —. 00883 08887 06833 . 15085
8 o 0 0 o 0 0 o 0 " .02667 . 15085
ol o 0 0 0 0 0 ) 0 —.01888 09333
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TABLE II.—VALUES OF THE INTEGRATING MATRICES [II] AND [IF]
(a) S1x-PoINT SoLUTION.

1] (1
7 u1 2 4 8 9 10 R 0 3 4 & 8 I
i
0 0 | | ‘bossss | 005333 | 0.10000 | 0.08000 | 0.12000 | 0.03338 o fto 0.05333 | 0.08333 |  0.16000 | 0.0714 | 0.13702
.2 Jl —.0016 .01000 | .02500 | .10667 | .06000 | .08883 | .02067 -2 || —.o0167 | 01000 | .02500 | 10867 | .05438 [ 10778
4o 0 0 .08833_| .04000 | .C367 | 02000 PRI 0 0 .05838 | L0381 | .077ss
o | 0 —.00167 | 01000 | .01833 | ".04000 | .01338 .6 [0 0 —=.00167 | .01000 | .OI&4B | .04741
slfo | |9 0 0 0 _ o183 | .oooe7 8 o 0 0 —.00u2 | .o
9 e 0 0 0 —. 09042 -00250 | 00262 9 |fo 0 0 —. 00108 00419
Lo o Jo 0 0 0 K 0 '
(b) TeN-PoiNT SoLUTION
(1r']
ﬁ 0 1. 3 K 4 5 8 a 3 K
0 0 0.012333 | 0.013385 | 0.04000 | 0.026867 | 0.085067 | 0.040000 | 0.09338 | 0.046478 | 0.13%%0
.1 |l — o017 . 002500 . 006251 . 026607 . 020000 053333 .033333 . 080000 (40478 . 129835
20 o 0 0 .013333 .013333 040000 . 026607 . 060667 034477 107750
31 o 0 —.N00417 .002500 | .006251 . 026667 020000 053338 . 028470 . 092665
4l o 0 0 0 0 msass; . 013333 . 040000 . 022476 . 077580
FR I 0 0 I o —.000417 002500 1| . 006261 . 026607 016477 | 082405
6] o 0 0 0 0 o o .013328 . 010476 047410
all oo 0 0 0 0 0 "] — ocoarz 002500 . 004060 032325
8 o 0 0 0 0 ol o —.001623 .017240
gl o 0 0 ¢ 0 ) N 0 —. 001077 L0041
TABLE III.—VALUES OF THE INTEGRATING MATRIX {I}*
. (a) Six-PorNt SoLUTION |
b’;/z 0 2 4 6 8 9
0 0 0 'o_ o 1o 0
.2 .08333 13333 | —.01687 | o0 0 0 ,
“ 08657 .20867° | .08667 | © K] 0
.8 08687 . 28667 15000 133w | —.oeer | 0
.8 . 08867 . 26867 .13333 . 20867 . 00667 0 ‘
.e || .osser .28667 | 19333 . 26067 . 10833 086867 _
(h) Ten-Poixt SoLUuTION
e 0 X 2 3 4 5 . 8 a 8 9
0 ‘0 0 o o o 0 7l o 0. 0 o
-1 - 04167 .00667 | —.00833 0 0 A -] 0 L 0 0
.2 .03383 | .15333 03338 0 0 o | o 0 0 )
.3 . 03833 .13333 . 07500 - 06867 —. 00833 0 “l e o 0 ¢
‘4 08333 .13833 08867 .138%3 03838 0 ik 0 0 0
.5 03383 . 13333 . 06667 13383 7500 06es7 _ | —.00833 0. ) 0
. 03388 13333 08687 .13388 | ©.00667 19333 T {  .03333 0 0 0
|7 03333 .13333 00887 113333 08667 13388 © | 07600 .00067 | —.00833 0
| .8 03383 13388 . 00687 13333 " 0667 (18383 1 .06067 13388 03338 0
I .9 . 03533 .13833 .ode67 | .13088 06667 13383 | 00607 .13333 07500 - 06667
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TABLE IV.—FORM FOR COMPUTATION OF AUXILIARY AEROELASTIC AND ATLERON-REVERSAL MATRICES -
(8) ParauvmeTERSs PERTINENT TO LATERAL-CONTROL CALCTLATIONS

e o _ . -
vE ———— 2 ———
== [ Lel
ML kN 0 2 : | 8 8 9
; 52 . C'La‘ s chs ez € ¥z | i -1 I . . . -
i | T l :
b0 0 0 o ;0 0 0
.2 .2 o o | o 0 0
n -4 a 0 0 0 0 )
8 .6 0 o | 0 0 0
8 .8 0 o ;o 0 0
g ! - .8 0 0 ; 0 o 0
(b) CALCTLATION OF THE AUXILIARY AEROELASTIC MATRIX
@ [@11el . @ T [Al=[81+@] )
| T . :
b—::.;' 0 .2 4 .6 .8 9 ﬁ o E 2 .6 .8 9
3
0 o 0 0 0 0 ¢ o 0 E 0 l 0 0 0 0
.2 Lo .2 [
4 -4 : i
_ .6 ! N f s
.8 . 8 f
: '
.9 I .9 | ‘
(¢) CALCTLATION OF THE AILERON-REVERsSaL MaTrRIx
v_ ‘o g
? e ’ Wy | ' <
LI g[=l I Iy gz L I71] b’sz' R S n 6 .8 9 -
| - _._?.
i 0 o | o ! o 0. 0 0 ot
i .2 E g U '
LIz L_c_—l -4 ! )
| Ilz .8 !
| | s
N : |
e ] : & - . .-
! . = Ir E_—l-'[ | J— .
@ il ¢ I-L ol I-“’ ICL%JJ -
o=__ - R
o ol
1 e o=
o s [ _ |
} |
® @1 1@! @ | [4:1-[@}(B] ]
T 1 | f
¥ 0 .2 4 .6 .8 .9 Ve ! o L2 8 & s
0 0 ., 0 0 0 0 0 ¢ il o o , 0 ¢ o o
2 .2 j '
Y i 4 l
6 R .6
8 .8 .
-0 ol | ! '
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TABLE V.—FORM FOR SOLUTION OF AEROELASTIC EQUATION FOR LATERAL CONTROL

(a) REVERSAL

{b} ConrrOL Powxr

q_. - = - - *— - —— —
Az a 4 ReT=___ - L
N | - —%
e 1] 2 <& 6 £ ) 9 Lll—"ﬂ‘[A‘__ @ @ @
LE— v _ [ o
0 0 0 0 0 0 0 vl © 2| 4 |8 ] 8 9 {C;‘, }‘ @@} | -=i®}
.2 ’ .
4 0 rooce| o |-o 0 0 ]
8 _ .2
8 i 4
9 i 6
.8
.9 T,
fer) o
I , ; T - _ .
VA (1) :(2) @ o O] (6 _ AUuxILiARY MATRICES
1 o N k -
T - - — —
0 0 .0 0 0 0 0 0 L0000 | B 0 0 ] 0
] . 3000 T 2 -
4l Lso00 o
{8l 7000 .6
3| .00 8
& || 10000 | 1.0000 | Loooc | 1.0000 | 1.0000 | 10000 0
[Ag]{e} LT} i ® ® ® ul:;i?:llx
n B . B
i eV} (@ @) “ (5) (68
R : [
& | | . 201 | E]ioto1+al|| 1ol
;0 0 ) 0 0 0 0 r{®}=__
2 = =
" _ :
6 .
8 . ] .
.8 ! 1. =
‘ ‘ 1=

(xg*}pm
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TABLE VI—COMPUTATION OF AUXILIARY AEROELASTIC AND AILERON-REVERSAL MATRICES FOR THE EXAMPLE _
WING AT SUBSONIC SPEEDS : L

(a) PARAMETERS PERTINENT To LATERAL-CoNTROL CALCTLATIONS {¢) CALCTLATION OF THE AILERON REVERSAL MaTRIX .
L 0,434 7o —1.000 ! e -
R R | terd [ £]
H r
a;=0.547T | -—
io0 0.04825 0.04325 0. 11456 0. 04540 0.07017 .
t ki x: 3 € '_"__:-‘-.-—-
C e j\ %, )] P 2 : ol el
. g=l1I7] I Cr,
i @ «t¥ .
ca 1] 0.250 —{. 2020 -—1. 0000 - i
I 7=0.2507
. | 0 .250 —.1000 | —1.0000 —_—
LI . 285 .458 .ot . 0363 L .
; . =11y I_—
P8 1.000 .013¢ .070L @ g o .
i .8 1000 458 [ .00 | .0833 T
i X 6 0.1925 0.1725 0.4570 0.1815 0.3158
N 1. 000 .45 l 0173 . 0906 ‘
Cr
o & o+ 1@l
(b} CALCTLATION OF THE ATUXILIARY AEROELASTIC MATRIX AP
@ ' Hl=[@H@] e 0 .2 4 .8 .8 K
T
: [ i} 2 4 s 1 8 9 0 0 ] a ¢ 0
.2 0 0 [ 0 0
oo 0 0 0 0 0 o 4 0 L0510 L0457 L1211 L0481 L0837
.2 . 00414 —. 0067 . 02541 .Q83sr - 03542 . 08345 .6 o L1025 L1795 _4570 .. 1815 L3158 )
Yy . 00774 —. 02181 . 04563 21248 . 00066 18577 5 o 1925 1725 4570 1815 3158 -
.6 . 00774 —.02181 | .os041 . 29601 . 17085 .34430 9 o ez 1735 4570 1815 3158
-8 L007e | —.oz2is | 03443 .31802 - 20189 . 48812 . —
.9 L0074 | —. 02181 03443 t .31802 . 19534 . 54309 = e
' @ [42]=[@]+[@] .
_E_ -
5 0 2 4 6 8 .9
o 0 0 0 0 0 0 o
.2 —.00£14 | .o4310 . 02543 . 02857 .00433 . 00372
4 — 00774 | 12000 09386 10715 . 01583 . 00685 -
.6 —.00774 | .18000 . 15503 . 26327 .uei2 | — 00732 )
.8 —.00774 | .21058 18440 38811 10027 | .00400 N
.9 —.007T4 | .22695 L1910t - 40583 .10911 . 04635 N




