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SUMMARY

CLASSIFICATION CHANGED

2

An investigation has been conducted in the Langley 20-foot free-
spianing tunnel on a l/36—scale model of the Republic F-105B airplane

to determine the spin and recovery characteristics.

Model test results indicated that even optimum control technique,

full movement of rudder against the spin and of ailerons with the spin
(stick right in a right spin), will be inadequate to insure satisfactory

recovery; optimum control technique should be accompanied by extension
of both canard surfaces (access doors) available on the airplane. It is
important that the canard surfaces be extended fully to the horizontal
position to be effective for recovery.

The minimum size parachute required to insure satisfactory recovery
in an emergency by parachute action alone was indicated to be 24 feet in
diameter (laid out flat) with a drag coefficient of 0.673 (based on the

A 21-foot-

laid-out-flat diameter) and a towline length of 45 feet.
diameter parachute with a drag coefficient of 0.55 was tested in conjunc-
tion with deflection of the canard surfaces and was found inadequate.

INTRODUCTION

The spin investigation of a l/36-scale model of the Republic F-105B
airplane was initiated in the Wright Air Development Center vertical wind
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tunnel. However, during the course of the spin-test program, the WADC
vertical wind tunnel became inoperative and required remodeling. As a

% result, the U. 5. Air Force requested that an investigation be conducted

::: in the langley 20-foot free-spinning tunnel on & 1/36-scale model to

ces® determine the spin and recovery characteristics of the Republic ¥F-105B
airplane.

The present investigation included tests to determine the effect of
the engine gyroscopic moments, the effects of aileron movements, and the
effect of various emergency spin-recovery parachutes on recovery charac-
teristics. All tests were conducted for erect spins and for the normal
gross-weight loading with a center-of-gravity position of 28.8 percent
mean aerodynamic chord.

An appendix is included which presents a general description of the
model testing technique, the precision with which model test results and
mass characteristics were determined, variations of model mass character-

istics occurring during tests, and a general comparison between model
and airplane results.

SYMBOLS
b wing span, ft
S wing area, sq ft
c mean aerodynamic chord, ft
x/6 ratio of distance of center of gravity rearward of

leading edge of mean aerodynamic chord to mean aero-
dynamic chord

z/é ratio of distance between center of gravity and fuselage
reference line to mean aerodynamic chord (positive when
center of gravity is below line)

m mass of airplane, slugs
Ix, Iy, Ig moments of inertia about X, Y, and Z body axes, respectively,
slug-ft2

inertia yawing-moment parameter
2
mb
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IY - IZ
— inertis rolling-moment parameter
mb
Iy - Ix . N
" inertia pitching-moment parameter
mb
P air density, slug/cu ft
T} relative density of airplane, —gg
p
o d angle between fuselage reference line and vertical
(approximately equal to absolute value of angle of
attack at plane of symmetry), deg
¢ angle between span axis and horizontal, deg
v full-scale true rate of descent, ft/sec
Q full-scale angular velocity about spin axis, rps

MODEL: AND TEST CONDITIONS

The 1/36-scale model of the Republic F-105B airplane previously
tested in the WADC spin tunnel was used in the present investigation.
A three-view drawing of the model as tested is shown in figure 1.

For tests made simulating engine on, the angular momentum of the
rotating parts for idle speed of the full-scale Pratt & Whitney J-75
engine (15,000 slug-ft2/sec) was simulated by rotating a flywheel with
a small direct-current motor powered by small silver-cell batteries.
The flywheel was located in the model so that the axis of the angular
momentum was parallel to the longitudinal axis of the airplane.

Except for brief tests conducted to determine the effect of the
nose-landing gear extended, spin tests were conducted with the model in
the clean condition.

The airplane is equipped with canard-type access doors on each side
of the fuselage near the nose, the door on the right-hand side being the
larger of the two as shown in figure 2. The model program was extended
to evaluate the possible use of these access doors (henceforth referred
to as canards) as emergency recovery devices.

GONBEITTIN,
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The emergency spin-recovery parachute tests were conducted with
stable flat-type parachutes made of 400 porosity material. The parachute
point of attachment was at the top rear of the fuselage.

The model was ballasted to obtain dynamic similarity to the airplane
at an altitude of 25,000 feet (p = 0.001065 slug/cu ft). The dimensional
characteristics of the airplane are presented in table I. The mass char-
acteristics of the airplane and the loading tested on the model are pre-
sented in table II. The maximum control deflections (measured perpen-
dicular to the hinge lines) used on the model during tests were:

Rudder, deg:
3 0o v =4
7= v 12

Horizontal tail:
Trailing edge up, €8 . . + « « ¢ ¢ ¢ ¢ 4 ¢ 4 ¢« o v e s 4 s+ .. 25
Trailing edge dovn, deg . . . « ¢« ¢ ¢ ¢ « v ¢ v ¢ o o & o« o s o . T

Ailerons, deg:

10 =0

DOWIL v v v it i e e e e e e e e e e e e e e e e e e e e . 20
Upper-surface spoiler, deg:

L1« L)

100 ¢ . 0

RESULTS AND DISCUSSION

The model test results are presented in charts 1 to 4 and in
table ITII. The model data are presented in terms of full-scale values
for the airplane at an altitude of 25,000 feet.

The model as received from Wright Air Development Center had been
extensively tested, and asymmetric spin results were cbtained possibly
because of its relatively poor condition. This was evidenced by the
fact that it would not spin in one direction. It was felt, however,
that the corresponding airplane would probably be capable of the entire
range of the results obtained on the model.

For the spins obtained, ailerons indicated some effectiveness in
terminating the spin, but even use of optimum control technique (based
on test results of similarly loaded models), which is movement of the
rudder to full against the spin and the ailerons to full with the spin,
was indicated to be inadequate in insuring satisfactory recoveries; use
of the canards on the nose of the model in conjunction with the optimum

L i
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control movement was necessary to obtain good recoveries (charts 1 to 4).
The optimum control technique, therefore, must be accompanied by exten-
sion of the canard surfaces available on the airplane to insure satis-
factory recoveries. As indicated in reference 1, the extended canard

on the inboard side (right side in a right spin) is probably the effec-
tive canard surface in assisting recovery. Simultaneously actuated
canard surfaces were used in this instance so that the pilot would not
inadvertently open the wrong canard. The results, although not presented
in chart form, indicated that the canard surfaces should be extended
fully to the horizontal position to be effective for recovery.

Test results indicated that the angular momentum of the rotating
jet engine will not affect the spin and recovery characteristics
appreciably.

Brief tests were conducted on the model to determine the effective-
ness of upper-surface slotted spoilers, at one time considered as a pos-
sible replacement for the ailerons on the airplane. The results indi-
cated that spoilers offered little assistance in terminating the spin.
The addition of an undersurface deflector in conjunction with the upper-
surface slotted spoilers offered little or no additional assistance in
terminating the spin. These results are not presented in chart form.

Brief tests conducted to determine the effects of the extended nose
gear (results not presented) indicated that the airplane spin and recov-
ery characteristics would not change appreciably with the nose gear in
the extended position.

Parachute Tests

The results of the tests performed to determine the minimum size
parachute required to insure satisfactory recovery in an emergency are
presented in table III. Also presented in table III are tests conducted
for a 21-foot-diameter parachute used in conjunction with the canards
for recovery. The towline attachment point was at the upper part of
the tail cone. (See fig. 1.)

Test results indicated that a 24-foot-diameter parachute with a
drag coefficient of 0.673 (based on the laid-out-flat diameter) and a
towline length of 45 feet is required to insure satisfactory recovery
by parachute action alone. It should be noted, however, that if a para-
chute with a different drag coefficient is used, a corresponding adjust-
ment in the parachute diemeter will be required. At the request of the
manufacturer, recoveries were attempted by using a 2l-foot-diameter
parachute with a drag coefficient of 0.55 and a towline length of 45 feet
simultaneously with extended canards. The test results indicated that
this was inadequate for satisfactory recoveries.

G il
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SUMMARY OF RESULTS

Based on analysis of spin tests of a l/36-scale model of the
Republic F-105B airplane, the following conclusions regarding the spin
and. recovery characteristics of the F-105B airplane at an altitude of
25,000 feet are made:

1. Although the airplane may not spin for some conditions, developed
spins will be possible from which recovery may be difficult. Optimum
control technique for recovery will be movement of the rudder to full
against the spin and the ailerons to full with the spin, but this will
be inadequate to insure satisfactory recoveries for all conditions; for
satisfactory recoveries, optimum control technigue should be accompanied
by extension of both canard surfaces (access doors) aveilable on the air-
plane. It is important that the canard surfaces be extended fully to
the horizontal position to be effective for recovery.

2. The minimum size parachute required to insure satisfactory recov-
eries in an emergency is 24 feet in diameter (laid out flat) with a drag
coefficient of 0.6T3 (based on the laid-out-flat diameter) and a towline
length of 45 feet.

3. A 21-foot-diameter parachute with a drag coefficient of 0.55 and
a towline length of 145 feet used simultaneously with extended canards
was inadequate to give satisfactory recoveries.

Langley Aeronautical Laboratory,
National Advisory Committee for Aeronautics,
Langley Field, Va., September 12, 1957.
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James S. Bowmen, Jr.

Aeronautical Research Engineer
F W e

Thomas A. Harris
Chief of Stability Research Division

Approved:
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APPENDIX
MODEL TESTING TECHNIQUE AND PRECISION

Model Testing Technique

The operation of the Langley 20-foot free-spinning tunnel is gen-
erally similar to that described in reference 2 for the Langley 15-foot
free-spinning tunnel except that the model-launching technique is dif-
ferent. With the controls set in the desired position, a model is
launched by hand with rotation into the vertically rising air stream.
After a number of turns in the established spin, a recovery attempt is
made by moving one or more controls by means of a remote-control mecha-
nism. The mechanism moves the controls rapidly from the position for
the steady spin to the position being investigated in the recovery
attempt. After recovery, the model dives into & safety net. The tests
are photographed with a motion-picture camera. The spin data obtained
from these tests are then converted to corresponding full-scale values
by methods described in reference 2.

Spin-tunnel tests are usually performed to determine the spin and
recovery characteristics of a model for the normal spinning-control con-
figuration (horizontal-tail trailing edge full up, lateral controls neu-
tral, and rudder full with the spin) and for various other lateral con-
trol and horizontal-tail combinations including neutral and maximum
settings of the surfaces. Recovery is generally attempted by rapid full
reversal of the rudder, by rapid full reversal of both rudder and hori-
zontal tail, or by rapid full reversal of the rudder simultaneously with
moving ailerons to full with the spin. The particular control manipula-
tion required for recovery is generally dependent on the mass and dimen-
sional characteristics of the model (refs. 3, 4, and 5). Tests are also
performed to evaluate the possible adverse effects on recovery of small
deviations from the normal control configuration for spimning. For these
tests, the horizontal tail is set at either full up or two-thirds of its
full-up deflection and the lateral controls are set at one-third of full
deflection in the direction conducive to slower recoveries, which may be
either against the spin (stick left in a right spin) or with the spin
depending primarily on the mass characteristics of the particular model.
Recovery is attempted by rapidly reversing the rudder from full with the
spin to only two-thirds against the spin, by simultaneous rudder reversal
to two-thirds against the spin, and movement of the horizontal tail to
either neutral or two-thirds down, or by simultaneous rudder reversal to
two-thirds against the spin and stick movement to two-thirds with the
spin. This control configuration and manipulation is referred to as the
"eriterion spin," with the particular control settings and manipulation

SNy
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used being dependent on the msss and dimensionel characteristics of the
model.

Turns for recovery are messured from the time the controls are
moved to the time the spin rotation ceases. Recovery characteristics
of a model are generally considered satisfactory if recovery attempted
from the criterion spin in any of the manners previously described is

accomplished within ol turns. This vaelue has been selected on the basis

N
of full-scale-airplane spin-recovery data that are available for com-
parison with corresponding model test results.

For recovery attempts in which a model strikes the safety net while
it was still in a spin, the recovery is recorded as greater than the
number of turns from the time the controls were moved to the time the
model struck the net, as > 3. A > 3-turn recovery, however, does not
necessarily indicate an improvement over a > T-turn recovery. A recov-
ery of ten or more turns is indicated as .

For spin-recovery parachute tests, the minimum size tail parachute
required to effect recovery within oL turns from the criterion spin is

i
determined. The parachute is opened for the recovery attempts by actu-
ating the remote-control mechanism and the rudder is held with the spin
so that recovery is due to the parachute action alone. The folded spin-
recovery parachute is placed on the model in such a position that it
does not seriously influence the established spin. A rubber band holds
the packed parachute to the model and when released allows the parachute
to be blown free of the model. On full-scale parachute installstions it
is desirable to mount the parachute pack within the airplane structure,
if possible, and it is recommended that a mechanism be employed for
positive ejection of the parachute.

Precision

Results determined in free-spimming-tunnel tests are believed to be
true values given by models within the following limits:

Lo A« T - - 4
R =Y
L o= o = o - 45
Q, PEreent o ¢ ¢ v v b it e i 4 e e e e e e e e s e e e e e e . . . X2
Turns for recovery obtained from motion-picture records . .oz

Turns for recovery obtained viswally . . . . . . . +L



NACA RM SL5TI30 SN 9

The preceding limits may be exceeded for certain’spins in which it
is difficult to control the model in the tunnel because of the high rate
of descent or because of the wandering or oscillatory nature of the spin.

The accuracy of measuring the weight and mass distribution of
models is believed to be within the following limits:

Weight, percent . . . .« e e . - o
Center-of -gravity locatlon, percent -4 §
Moments of inertia, percent . . . . . . . . . .. - ]

Controls are set with an accuracy of *1°.

Variations in Model Mass Characteristics

Because it is impracticable to ballast models exactly and because
of inadvertent damage to models during tests, the measured weight and
mass distribution of the Republic F-105B model varied from the true
scaled-dovm values within the following limits:

Weight, percent . . . . . e e s e e e e e e 0 to 1 high
Center-of-gravity locatlon, percent e +eeeaesoe.0to?2.8 rearward
Angular momentum, percent . . . . . . . . . . . . . . 12 high to 12 low
Moments of inertia:
Iy, percent . . . . . .+ ¢ o . . ¢ ¢ o+ ¢« o o« 5 high to 27 high
Ly, percent . . . . . . ¢ ¢ ¢ 4 4 4 ¢ e e s e+ .+« 5 high to 9 high
Iy, percent . . . . . . . ... .. ... .. ... 3highto 8 high

Comparison Between Model and Airplane Results

Comparison between model and full-scale results in reference 6
indicated that model tests accurately predicted full-scale recovery
characteristics approximately 90 percent of the time and that, for the
remaining 10 percent of the time, the model resulis were of value in
predicting some of the details of the full-scale spins, such as motions
in the developed spin and proper recovery techniques. The airplanes
generally spun at an angle of attack closer to 45° than did the corre-
sponding models. The comparison presented in reference 6 also indicated
that generally the airplanes spun with the inner wing tilted more down-
ward and with a greater altitude loss per revolution than did the corre-
sponding models, although the higher rate of descent was found to be
generally associated with the smaller angle of attack, regardless of
whether it was for the model or airplane.
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2.0
:l.. TABLE I
o %oee DIMENSIONAL CHARACTERISTICS OF THE REPUBLIC F-105B AIRPLANE

Overall length, £ . ¢« v v ¢ v ¢ « v o« ¢« o ¢ o v o s « o« . 6311

Wing:
Area, s Tt . ¢ ¢ ¢« v i i i e b e e et e e e e e e e e ... 385.0
Span, ft . . . . e e e e e e e e e e e e e e e e s 35
Root chord (theoretlcal), BE e e e, 15

Tip chord, ft . . . . c e e e e s e e e
Airfoil sectlon.
Wing station 80 in. (streamwise) . . . . . . . . . . NACA 652005.5
Tip (streamwise) . . . . . . . . « « « « « « « « . . NACA 65A003.7

e e e e e e e T

Mean aerodynamic chord ft e e e e e e e . 11.485
Leading edge of root chord to0 leading edge ¢, in. . . . 102.75
Sweepback at 0.25-chord llne, =Y - .. 45

Incidence, deg . . . . . e e e e e
Aspect ratio . . . . . . . o . .

Dihedral, deg . . . « « « &« « o « .
Taper ratio . . . « ¢« ¢ ¢« ¢ o« ¢« o &

e e e s e e e e e e e 0]

e e e e e e e e e e ... 318

et e e e e e e e . =35
S~ .

Ailerons:
Span, percent Wing Span . . ¢ ¢ + ¢ o 4 ¢ s o s e 5 s e & s 30

Horizontal~tail surfaces:
Total area, S £t . ¢ & v ¢ v ¢« ¢ v 6 o 4t o 4 e e 0 s e . 9.8
SPan, £t & & v v 4 4t i e e e e e e e e e e e e e e e e e . 174
Airfoil section:
ROOL v & v v 4 v v v v v e o v ™ &« « e « « .+ . . NACA 65A006

Tip . . .. . c v+« + + e e . . . NACA 65A00L
Sweepback at O 25- chord llne, deg . . . 45

Vertical-~tail surfaces:
Total area, sq ft (above water line 38) . . . ... ... .. 63.25
Rudder area, sq £t . . . . . . . ¢ . ¢ ¢ 4 v o 0 0 . . 11.39
Span, £t . . . . .« . . . L0 0L e e e e e e e e .. 13.08
Airfoil section:
Water 1ine 38 . . . . . . . . .« ¢ e ¢« « . . . .. NACA 658006
15« Y . . . NACA 658004



MASS CHARACTERISTICS AND INERTTA PARAMETERS FOR A LOADING POSSIBLE

TABLE II

ON THE 1/36-SCALE MODEL

ON THE REPUBLIC F-105B AND FOR A LOADING TESTED

EValues given are full scale, and moments of_ inertia
are glven about the center of gravity]

Center-of- Relative
t %
gravity density, W, Momen i offin:; ia, Mass parameters
Weight location at slug-iee
Loading % ’
- _ | sea |Altitude Iy - Iy Iy - Iz
x/e | z/e I Iy I, == —-—
level | 25,000 £t 2 o2
Airplane values
No:;';‘:;‘hfr 088 | 55 o 0,288 | 0.055 |32.30 | 72.13 | 14,137 | 187,405 | 198,013 | 1,566 x 107* | -8k x 207¥ |1,
Model values
N°ff£éhfr 085 | 55 518 |0.288 | 0.008 |32.27| 72.06 | 1t,57 | 197,695 | 203,150 | 1,46 x 207 [ k3 x 1074 |1,




TABLE III

SPTN-RECOVERY-PARACHUTE DATA OBTAINED WITH A 1/36-SCALE MODEL OF THE REFUBLIC F-105B ATRPLANE

[Norma.l gross-weight loading with center of gravity at 28.8 percent &; rudder fixed

full with the spin and recovery attempted by parachute action alone,

unless

otherwise indicated, developed-spin data presented for rudder-full-with spins]

Control settings

Shroud
Parachute Towline simulated | Engine speed p
diameter, co e??i%ie nt length, lii;:h Horizontal-tail f‘b}éec dg" 9; spin simulated Recgvery )
b £t ?1 Ailerons| trailing edge € (TP l3irection| as indiceted v
£t ’
deg
a
1 2 56 Idle engine
22.5 0.670 45 30.4 5 against 163- up 296 177 0.23| Right speed simulated Parachute
Jdle engine
2h 673 45 32,4 _%- against 16% up 313 66{ .18| Left speed simulated Parachute |1,
a
1 2 56 Idle engine 1
24 673 45 32.4 3 against 1.63 up 296 {77 .23| Right speed simulated Parachute [1f:
1 Zero engine
2h 673 45 32.4 3 ageinst 16% up 296 70| .22] Right speed simulated Parachute| 1,
1 - Zero engine Parachute| |
21 . 21.0 |= against 162 296 . Right er and 2
5 45 3 agains 3 up 9 0] .22 & speed simulated| ognardst| !

a
Oscillatory spin, range of values given.
bRecovery attempted by opening parachute and simultaneously extending the canards.
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[Recovery attempted by'rapid full rudder reversal unless otherwise noted (recove

attempted from, and developed-spin data presented for, rudder-full-with spinsjy

Airplane Attitude Direction Loading (see toble_IT_) Angular momentum of
Jet engine not
F-105B Erect Simulated Normal gross weight loading simulated
Slats Flaps left spin Center-of-gravity position Altitude
28.8 percent T 25,000 ft
Model values converted to full scale U-inner wing up D-inner wing down
£ 5o [ 5
8V 69 | 12D
8
ol o
o
S 305 [o0.21
a
20U °
70| 10p 1%,>3%,°°
. ~ O
296 [ 0.22 e
#o |
c EOE
Allerons = >E. >9 ‘E",_",” a
1 against 1 Oddls
3 A b
1 g bl
o 7]
m ~
-3 a
61| 9U 721 90U
78 | 7D L7
Allerons full against 305 {0.23 Ailerons full with > 3130.20
(Stick right) (Stick left) 5 =
oo 1
2 b
Ho |B
- | &
$”o | s
S 0 <3
§ £
&2l o
< 5 o)
PeAT
g |
Qe mi| ©
LR
¥ 1]
o -
o
80scillatory spin, average or range of values given. a
bI—Zodel recovered in & glide. . (deq) (deq)
CRecovery attempted by reversing the rudder to 2/3 against the spin and v o
simultaneously moving the ailerons to 2/3 with the spin. tip trps)
dRecovery attempted by reversing the rudder to 2/3 against the spin and
% 1
:}i;mig;x;;g\;:jly moving the ailerons to 2/3 with the spin and extending Turns for recovery

®lodel recovered in a dive rolling with the ailerons.
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CHART 2.- SPIN AND RECOVERY CHARACTERISTICS OF THE HODEL

Eiecovery attempted by rapid full rudder reversal and simultaneous extension of

canards unless otherwise noted (recow.'ﬁry attempted from, and developed-spin data

presented for, rudder-full-with spins)

15

Airplone Attitude Direction Looding (see table_TT ) Angular momentum of
F-105B Eract Jet engine not
p) Normal gross weight loading Simuilatod
Slats Flaps Simlated Center—of-gravity position Alhtude
right spin 28.8 percent T 25,000 £t
Model values converted to full scole U~—inner wing up D-inner wing down
38
Steuten 591 9U
w| T2 0
ol -
5 3
= 305 | 0.20
a
20U 1
70l Top I}; 15
296|0.22 4 L
Ailerons : 3%’0 o
1 5 5 Lo s
% against 1 o & [o
g i % £5853
O
c c o o~ B>
i
P T 884
a
A
D]
Allerons full against 305 0.2 Ailerons full with
(Stick left) M (Stick right)
el
d
o
[
-~ —_
SBo8l §
SE93 8
[SEeR- L] K] E
o ] [
N | O
e [P G
L3gsn
R

80gcillatory spin, average or range of values given. a

brecovery attempted by reversing the rudder to 2/3 against the spin and (deg) (deg)
similtaneously extending canards. v Q

cRecovery attempted by reversing the rudder to 2/3 against the spin and {tp) {rps)
similtaneously moving the ailerons to 2/3 with the spin and extending

the canards.

dRecovery attempted by extending ecanards only.

Turns for recovery
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CHART 3.- SPIN AND RECOVERY CHARAGTERISTICS OF THE NMODEL

[Recovery attempted by rapid full rudder reversal and simltaneous extension of
canards unless otherwise noted (recovery attempted from, and developed-spin data

presented for, rudder-full-with spins)

16

Airplane Attitude Direction Loading (see table I )
F-105B Erect 1 t ’ Idle engine
5. Srrimgil.lz ed Hormal gross weight loading speed simulated
Slots Flops spin Center—of-gravity position Altitude
28.8 percent ¢ 25,000 £t
Model values converted to full scole U-—inner wing up D~inner wing down
~ o
o = a
Hein
g 55 aﬁv
N4 78| Lu
oo
o #
e 305 (0.22
a
56 | 18y 1
77 | 19D 1, 13
- o
296 |0.23 1 P
Ailerons $o M
i b b 1 '; ’é)D .g
3 against
3 2, 3 a7 x
O vl ©
° . 5593
>5, >5 gedla
<
d d 1 a
4 59| 120
77| 6D
Allerons full against 296)0.2} Allerons full with
{Stick left) (Stick right)
13, >2
o l~
e |o
d°C | &
Po |a
awl &
@ < o] o
Lol e
o
R Kl
N @O
i & S|t
£ PG
o 2]
je o] ~—

20scillatory spin, range of values given.

simltaneously extending canards.

bRecovery attempt2d by reversing the rudder to 2/3 against the spin and

CRecovery attempted by reversing the rudder to 2/3 against the spin and

simmltancously moving the ailerons to 2/3 with the spin.

dRecovePy attempted by reversing the rudder to 2/3 against the spin and
similtaneously moving the ailerons to 2/3 with the spin and extending

canar.ls.

a
(deg) (deg)
v L
{fps) (rps)

Turns for recovery
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CHART li.~ SPIN AND RECOVERY CHARACTERISTICS OF THE MODEL

E?ecovery attempted b
allerons to full

¥ rapid full rudder reversal and similtaneous movement of
-with-the spin and extension of canards unless otherwise noted
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é;gﬁ:x)jery attempted from, and developed-spin data presented for, rudder-full-with
Airplone Attitude Direction Loading {see table_X1I .}
F-105B Erect Similated Normal gross weight loading Idle engine
left speed
Slats Flaps spin Center~of-gravity position Altitude peed similated
28.8 percent © 25,000 £t

Mode! values converted to full scale

U~tner wing up D-inner wing down

Allerons full with

a E & a
18U | 53 | 8u
2| hy s 73|
5 2
322 10.19 . :!:‘ 322 |0.15
130 1
3 %] 13p 3 3
b .18 b b
— 313 | 0.1 ﬁ >
c c v -
1, 3 99 |=
Ailerons 2 b "é g @0 g
1, d d oPT Ao
3 against 1 1 o PR W
2 3 5385
8 3T 4 o 6 a
I==% 8
60 100
71 3u
287 | 0.2 Ailerons full against 313 |0.19
(Stieck right)
111? 11 3 2
b 1 b 1 b
22‘ 35; ,4-
& —
S50 8 T
3899 8
Rl g R
0O o 0N
N o O
e ] P&
ELEL
a e
60 12U
78 15D
305 |0.20
1 1
3 33
b 1 b
25, L

8'Oszc!.llat:ory spin, average or range of value given.

(Stick left)

bRecovery attempted by moving the allerons to full with the spin and

sinultaneously extending canards.

cRexcovery atteripted by reversing the rudder to 2/3 against the spin and
simltaneously moving the ailerons to 2/3 with the spin and extending

canards.

dRecovery at{empted by moving the ailsrons to 2/3 with the spin and

simltaneously extending the canards.

eElecovery attempted by reversing the rudder to 2/3 against the spin and
similtaneously moving the ailerons to 2/3 with the spin.

a
{deg} {deg)
v f
{fpe (eps)

Turns for recovery
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25%chord

Hinge line

Aileron hinge line
82% chord

a3
3 82% chord
I~ Spoiler hingeline
p070"/ac':1gr)rd
25%chord
500" \\ ool
N 4 ¥ |286
14 \
7"
1
I.es" |

—

. it
f
———" \_Porachute towline

21.0¢4" I

attachment point

Figure 1l.- Three-view drawing of the l/36-scale model of the Republic
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F-105B airplane as tested in the Langley 20-foot free-spinning tun-

nel.
tion shown is 28.8 percent

Dimensions are model values in inches,

c.

Center-of-gravity posi-
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Fuselage
Reference
Sta 13.00

<™

Large canard hinge line

Fuselage reference line7 30"

18 ?

Right side view

>

Small canard hinge line
Fuselage reference line7 i

> 15" 1

Left side view

Figure 2.- Sketch showing position of canard-type access doors tested
on a l/36-scale model of the Republic F-105B airplane. Dimensions
are model scale.
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FREE-SPINNING AND RECOVERY CHARACTERISTICS OF A
1/36~SCALE MODEL OF THE REPUBLIC

F-105B AIRPLANE

COORD. NO. AF-AM-83

By James S. Bowman, Jr.
ABSTRACT

An investigation has been conducted in the Langley 20-foot free-
spinning tunnel to determine the spin and recovery characteristics of
an airplane model, Model test results indicated that even optimum
control technique, full movement of rudder to against the spin and the
ailerons to with the spin (stick right in a right spin), will be inade-
quate to insure satisfactory recovery on the airplane from a fully
developed spin. For satisfactory recovery, optimum control technique
must be accompanied by extension of canard surfaces (access doors) avail-
able on the airplane.
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