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INTRODUCTION

BACKGROUND

1. Autorotational performance and height-velocity (H-V) testing are normally
conducted to obtain data for operators’ manuals. The H-V portion is presented
as an emergency procedure. Histerically, a large number of accidents have occurred
during autorotational and H-V testing by the United States Army Aviation
Engineering Flight Activity (USAAEFA), other test agencies, and aircraft
manufacturers. Data compiled by the United States Army Agency for Aviation
Safety (USAAAVS) (ref 1,app A) reveal that throughout the Army, autorotational
landing accidents arc common in operational and training units. Practice
autorotations are conducted at conditions which should produce safe autorotational
landings. However, during the period 1 July 1969 to 31 December 1971, practice
autorotations resulted in 486 accidents and incidents, which cost $7,143,800;
2 fatalities; and 43 injuries. Including actual emergency autorotations in the same
time period, therc were a total of 1195 accidents and incidents, costing
$74,837,000, which resulted in 82 fatalities and 606 injuries. Further investigation
shows that the demonstration requirements of military specification MIL-H-8501A
(ref 2) do not adequately define control power, control margins, rotor speed decay,
or response to power failure. In addition, the data presented to the operators in
many handbooks do not reflect adequate description and discussion of the special
test conditions and limitations and thus are unrealistic or misleading for operational
use. Although considerable work had been done to investigate autorotational
performance (refs 3 through 6), there was still a great deal unknown, and a further
research effort was necessary. The United States Army Aviation Systems Command*
directed (ref 7) that USAAEFA develop a flight program (ref 8) to study the
H-V maneuver and provide data concemning effects of pilot technique, aircraft
performance, and the influence of operating varables.

TEST OBJECTIVES

2. The overall objectives were to investigate the H-V maneuver, to establish an
improved test methodology, and provide operators with more raeaningful pilot
information. Secondary goals were to examine demonstration requirements and
provide data concerning design requirements. Specific objectives were as follows:

a.  Determination of normal pilot reaction time to an unannounced engine
failure in the absence of an engine failure warning system.

b. Evaluate the effect of pilot reaction time, aircraft response, and
displacement of critical controls on altitude loss, and time required to achieve
steady-state autorotational flight following a simulated engine failure,

*Since redesignated the Army Aviation Research and Development Command
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¢. Determine adequate autorotation entry test criteria for future tests on
single-engine helicopters.

d. Determine the effect of airspeed and rotor speed on rate of descent and
glide distance, as well as evaluate the effects of maneuvering flight on descent

performance in autorotational flight.

|

e. Establish test criteria for determining effective flare airspeed requirements
for future tests.

o,

f.  Determine the time and altitude required to effect a power recovery from
autorotational flight and establish standard test techniques for making this
determination for future tests.

Iy

g. Determine the amount of lift available from the rotational energy stored

in the rotor system at various gross weight, rotor speed, and airspeed conditions.
E

h. Reassess H-V test techniques utilized in past government qualification 3

of single-engine rotary wing vehicles. 3
i. Recommend effective handbook presentation methods for all the above 3

data for the operators' manuals.

DESCRIPTION

3. The tests were conducted with a UH-1C helicopter (SN 63-8684) which is
a single-main-rotor Army utility aircraft. A detailed description of the aircraft is
presented in reference 9, appendix A, and in appendix B. Tabie 1 compares the
UH-1C with some other helicopters of similar configuration.

Table 1. Comparisor of Single~Main-Rotor lelicopters.

BN IR VAR et S SR AR S 2 10 PRI k.

Cruise
Hax {mum Haximum Rotor
H‘::::Etar Gross Weight Engine Power lncrlia2 Ai::u:ed
(1b) (shp) (stug/ft”) p
(kt)
TH-55A 1670 160 132 75 3
EY
&
OH-6A 2400 252 208 125 g
Ol~58A 3000 n7 607 110 g
Un-1C 9500 1100 2800 125 ! :3
3
AH-1G 9500 1100 2800 140 f%
Cl-34 13,300 1425 4568 134 1
7
4
CH-3C 22,050 2500 8950 130 K
b
CH-53A 42,000 5700 24,276 159 ]
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The UH-1C is categorized as a medium-weight, high-rotor-inertia vehicle. The flying
qualities of the UH-1 series helicopters are wel! documented and are generally
considered to be satisfactory, with an absence ¢: any large or unacceptable
deviations from MIL-H-8501A.

TEST SCOPE

4. The intended scope encompassed a complete study of single-rotor helicopter
autorotation and H-V performance. All primary design variables were to be
examined in detail and data generated which would have general applicability
toward test, design, and demonstration requirements.

5. Variations in pilot technique were used to assess pilot capabilities and
investigate performance limits of the test aircraft. Autorotational entries from hover,
forward flight, climbs, and descent were tested. Entries from vertical <limb and
descent were not evaluated. Tests were not conducted to evaluate the effects of
surface wind and air turbulence. The aircraft power available limited the test gross
weight to a maximum of 8500 pounds. Tests were conducted at field elevations
of 425, 4120, and 9500 feet. The density altitude runge tested was from 840 to
11,650 feet with respective temperatures of 11 and 9°C. Colder temperatures were
not available and thus the data may not reflect compressibility effects. The
longitudinal and lateral centers of gravity (cg) were near the center of allowable
travel for all tests.

TEST METHODOLOGY

6. The H-V mancuver was divided into the segments shown in figure A.

l-:nt:ry'
A
I\
|
\, Dive
HEIGHT
ABOVE g\
GROUND \
\
\ !
\|, Flare
-j, :
\
: A 1_Landing
]

HORTZONTAL DISTANCE

Figure A. Height-Velocity Maneuver
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Where each segment is identified as follows:

a. Entry - Power reduction, any imposed control movement delay to
simulate pilot recognition and reaction time, arrestrent of angular motion or rotor
speed decay, and recovery from resulting attitudes.

b. Dive - Longitudinal cyclic pushover to achieve a desired dive angle and
acceleration to a flare airspeed (for altitudes requiring less than maximum H-V
performance, there may be a deceleration to reduce rate of descent to a
pilot-tolerable value prior to the flare).

c. Flare - Combined longitudinal cyclic and collective control application
to increase the angle of attack, increase and control rotor speed and decrease
downward and/or forward velocity.

- d. Landing - Leveling of aircraft through cyclic application or use of

collective and cyclic application to level aircraft, arrest sink rate and make a
touchdown.

Each segment was tested separately to minimize the pilot workload and allow
isolation of the particular variabies being investigated. In the interests of safety,
each test was conducted at a sufficient altitude to allow a power recovery. This
method reduced the number of landings and minimized the hazards inherent to
an actual autorotational touchdown.

R SR 2

TR T

W R N

7.  For the various entry conditions, the throttle was rapidly closed to simulate
a sudden engine failure and the controls maintained fixed for a selected delay
: time. Aircraft behavior was recorded and pilot comments made as to recognition
signals, severity of reaction, and necessary recovery action. On subsequent entries,
the severity of the entry condition and/or the delay time was increased until an
aircraft or pilot limitation was reached.

I
i 8. Following each entry, the effectiveness of the pushover was evaluated by
'i measuring the aircraft reaction to forward ltongitudinal cyclic inputs to attain
nose-down attitudes and rates of change of attitude. The aircraft was dived with
varied rates of longitudinal control application to increasing dive angles to determine
the acceleration characteristics. An incremental buildup was used, and the tests
were terminated when the pilot considered that a faster pushover rate or more
nose-down attitude was unsafe or was considerably beyond a normal maneuver.

ol

, 9.  Flare effectiveness tests were conducted by initiating flares at various airspeeds
| from both steady-state and accelerating autorotations. Both cyclic and collective
3 applications were used. Flare rate and magnitude of flare were both evaluated.

| At the conclusion of the flare, forward cyclic was used to level the aircraft prior
to power recovery.

A 10. Landing tests were conducted from a hover and at low forward airspecds {(zeio

to 40 knots true airspeed) (KTAS) and at heights near the ground (less th
4
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100 feet). Starting from hover conditions the helicopter was stabilized at the
desired height and after the power reduction, rotor energy was used to cushion
the landing. Delay time was increased on successive points, and for a given delay
time the effect of different collective application, rates, and magnitudes were

i evaluated. Hover height was increased until the maximum tolerable touchdown sink
airspeed was approached. For low-airspeed tests the helicopter was stabilized in
level flight, power was rapidly reduced, and landings were made with various delay
times and pilot techniques. Different height and airspeed combinations were tested
until a critical cutoff point was reached. Following che individual H-V segment

t tests, the results were used to define a total maneuver in terms of pilot requirements
and associated performance. Complete H-V profiles were then flown.

I1. The height and distance traveled during a given maneuver were recorded
photographically with a Fairchild Flight Analyzer (FFA). A limitation of this device
is that it provides only two-dimensional data and has a restricted field of view.
To provide accurate values, the maneuver must be conducted in a plane normai

to the camera line of sight and at a constant distance. The pilot must track along yg
a runway center line and perform the maneuver within the camera view. The L
minimum power recovery height varies with the aircraft and engine response and :
must be sufficient to allow an autorotational landing should the engine power not 2
be regained. Figure B illustrates the allowable airspace for a typical test 3
arrangement, %
12. The airspace dimensions shown in figure B are for a camera offset distance 3
of 1500 feet, which was the maximum that was practical for the UH-1C aircraft. :

A greater offset will increase the airspace available; however, the photographic image

of the aircraft will be reduced in size, thus decreasing data accuracy.

13. At the start of the program it was difficult for the pilot to perform certain :

maneuvers within the boundaries outlined in figure B. For example, it was
uncomfortable to flare the aircraft at a low airspeed while reducing the rotor speed %
to a low value at 500 feet above the ground. The maneuvers were demanding fg
with respect to use of cockpit indicators and there was little opportunity for outside :
reference. As experience was gained, the task became easier. The pilot had to take 2
particular care not to concentrate on a particular test condition for too long a ?3
time since allowances had to be made for a recovery to prevent ground contact. i
14. Aircraft pei.formance, stability and control, position, and motion data were g
recorded on board the aircraft through the use of visual indicators, photopanel, 3
3 and oscillograph recorders. A detailed instrumentation listing is presented in %
: appendix C. E
3
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OFFSET DISTANCE ‘
ATMOSPHERIC RECORDING EQUIPMANT }
/' TARGETS DISTANCE :
FAIRCHILD CAMERA
Figure B. Fairchild Camera Arrangement
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RESULTS AND DISCUSSION

GENERAL

15. The results and discussion are presented in the sequence nccessary to make
a successful landing after a power loss. The sequence is power reduction, dive,
flare, and landing. Following the individual phases is a description of an improved
test methodology and suggested demonstration requirements. Each major section
considers pilot requirements and opinions and aircraft characteristics, as well as
force and energy consideratio=s. In summary, the results and discussion show that
a majority of the objectives were achieved. The conclusions and recommendations
provide guidance for additional testing, definition of human factors items, and
suggested aircratt design goals.

E«%
é

t

ENTRY TO AUTOROTATION

General

16. Thé entry to autorotation is the phase during which the aircraft is transitioning
from a powered flight condition to a controlled autorotational condition. Typical
aircraft operating conditions for stabilized level flight are shown in figures 1
through 3, appendix F. The entry is composed of a power reduction, a delay in
corrective control input, and a recovery action by the pilot. The exact nature of
the power reduction directly affects both the pilot requirements and the aircraft
response. The delay in pilot corrective action and the aircraft response determines
the recovery requirements. A controls-fixed test technique was used to best show
the aircraft response and allow pilot assessment of the relative importance of the
various recognition signals. The characteristic aircraft reaction will vary with gross
weight, cg, airspeed, and power. The recovery portion of the entry involves the
pilot action necessary to correct for the aircraft motion generated during the pilot
delay phase. Entry tests were conducted from flight regimes of hover, takeoff and
acceleration, climb, level flight, und powered descent. Various types of power
reductions and different pilot delay times were investigated.

Power Reduction

17. The transient nature of the power reduction can vary greatly and directly
i influences the aircraft response. Common causes of power loss such as fuel

starvaion, fuel control malfunctions, engine deterioration, or damage from an

c+«ternal source must all be considered when estimating the expected aircraft
’ response and necessary pilot reaction. A graphical representation of some different
! ! types of power reduction is shown in figure C.
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Figure C. Engine Torque Reduction With Type of Power Failure.

18. During the test program, power was usually reduced by the pilot closing the
throttle as shown in figures 4 through 7, appendix F. With this procedure, it was
noted that engine output torque would not go to zero, but would decrease to
approximately 5 psi (60 shp) and remain constant during the autorotation and
landing. A similar characteristic had been reported in reference 10, appendix A.
Analysis showed that both the residual power and the nature of the power reduction
significantly affected the aircraft response.

19. Engine failure modes have not been adequately defined for ail power plants
in the Army inventory. The most severe case of power reduction (engine seizure)
was not simulated but could be expected to cause the greatest aircraft response
and require corrective pilot action in the shortest time. At :he same time, the
pilot should receive the strongest cues as to the occurrence of a power failure.
A fuel shutoff was accomplished and provided essentially the same aircraft response
or pilot cues as when a rapid throttle closure was used. A slow power reduction
causes the mildest aircraft response. However, pilot cues are not strong and engine
deterioration may be detectable only from a warning system or from monitoring
of the cockpit instruments. When the pilot is aware that a gradual power loss
is occurring, an immediate partial powered landing can be made. He should be
prepared for total power failure during the landing and when possible should
minimize power required by landing with forward airspeed.

Engine Selzure, Disintegration, or Drive System Failure

' —Rapid .
' , Engine Deterioration
}// Throttle Followed by Sudden

" i

P ~
N . e Lo . e
A £t AR TR 8 SRR L B SE 3 W0 st e o R S i 0 0 o R Bl A

1 IV : N e - vea . .
ot R ettt BRI S i T B, ST e SN B R b o BRI T i1

by




TR P R R Ty SR T R PR ST, AT D R A AT TR ¢ i <R T+ i iy
2% IR «vm%i?hﬁiﬁ A N SRR i P b T RS RIS RS R W\ T R R TR L T T

20. The handling qualities requirements (ref 2, app A) specify that with a 2-second
delay from power reduction to movement of the collective pitch control, the rotor
speed will not fall below a safe minimum transient value. It is also required that
the attitude change during the 2-second delay must not exceed 10 degrees about
any axis at airspeeds above best climb airspeed or 20 degrees of yaw at airspeeds
} below best climb airspeed. The initial tests quickly established that those
requirements are unrealistic in some areas and are inadequate demonstration criteria
in all cases. Immediate action by the pilot on cyclic and directional controls prevents
an aircraft response which would otherwise be expected in an operational situation
where the pilot is busy with other tasks and delays in reaction time for all controls
will occur. Qualitative tests were conducted which suggested that the demonstration
requirements should be based on what the piiot could sense and what he could
do in terms of corrective action. These qualitative tests also indicated that the
above factors had a different significance for the various flight regimes and operating
conditions. It is, of course, mandatory that an acceptable corrective action be within
the capability of the aircraft in terms of control power and structural integrity.
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21. The engine failure cues that may be made available to the pilot include audio,
visual, and kinesthetic signals. In aircraft where the pilot is near an engine or
transmission, audio cues may be valuable. However, experience in several aircraft
has indicated that audio cues from the aircraft are generally unreliable and that
they have 100 much lag to be of real use to the pilot. Visual cues are separated
into instrument indications and external sight pictures. Engine instruments have
inherent lag and to be useful require that the pilot be observing them at the instant
of power failure. Engine instrument cues are also of limited value because they
give the pilot no information concerning the proper corrective action. For this,
he must view a sight picture, observe attitude instruments, or assess the aircraft
motion. The tests revealed that in most flight conditions more rapid, more reliable,
and stronger cues are available from the aircraft reaction to power reduction.
Exceptions include partial-power descent and situations where the pilot is intensely
concentrating on a maneuver or task. Since the pilot's attention could be in any
direction at any given instant, the engine visual failure devices must be displayed
so as to always be in the pilot's field of vision. In addition, there should be an
audio warning signal. The engine warning system should be activated by the
parameter that most quickly indicates an engine failure and also one which will
not reflect a normal power reduction.
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22, The tests were first conducted keeping all controls fixed for 1 second after

the power reduction. The delay time was then incrementally increased to the 3
maximum that was considered safe. This technique quickly revealed the areas that 7

' were critical with respect to particular pilot responses. For a kinesthetic cue to
1 be developed there must be a perceptible change in the aircraft operating condition.
Thus, an aircraft which has minimal responsc to a power reduction will not indicate 4
to the pilot that an emergency has occurred, and that there is a need for immediate E
) ' corrective action. Primary ;-iot cues gencrated by aircraft motion are angular b
éc accelerations, angular rates, attitude changes, and linear accelerations along the flight ) i
; path or aircraft a~es. Secondary kinesthetic cues are aircraft vibration and control -
y =
N force feedback. 3 3
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23. The power reduction tests werc accomplished with three test pilots of varying
experience. Qualitative judgments were made by each pilot as to the predominant
recognition cue. In certain areas, the results were inconclusive; however, in critical
areas such as high aircraft response requiring immediate pilot reaction, there was
good agreement as to both the pilot cue and the required corrective action. Also,
each pilot seemed to rcadily respond to the critical parameter regardless of which
aircraft axis or which flight control was involved. On this basis the tests indicated
that the most important recognition element was the magnitude and direction of
the cue. It could not be determined whether the pilot responded primarily to the
absolute magnitude of the cue, or the magnitude relative to the other cues.

24. The cues available to the pilot can be considered in short and long-term phases.
The short-term phase consists of the initial accelerations and rates generated by
the unbalance in forces and moments as the engine torque is removed from the
rotor shaft. The long-term phase is the resultant rates and attitudes caused by
the initial response and inherent stability characteristics. In some cases, it may
not be possible for the pilot to differentiate between the two phascs. :

T T SRF:

25. With controls fixed, the aircraft response to a rapid power reduction is similar
to a step-type control input in that for a short term the force imbalance is essentially
constant. Previous stability and control data (ref 11, app A) show that for a step
contro} input maximum accelerations are generally reached within 0.5 second and
the maximum rates occur within 1.5 seconds after the input. Similar response
characteristics are evident in figures 4 through 7, appendix F.

26. Pilot response to the aircraft reaction was examined during the buildup in
delay times of 1 second, 2 seconds, and maximum. These tests indicated that,
with the exception of hover, the maximum short-term rates or accelerations were
not important to the pilot.

27. In hover, the pilot instinctively reacted to the rapid directional changes that
follow power reduction. The time delay was approximately 0.3 second, which was
essentially his minimum reaction time. The angular accelerations, rates, and attitudes
had not increased to any significant degree, and appeared to be too low for primary
recognition cues. However, the yaw angular acceleration generated a lateral
acceleration at the pilot station which increased rapidly. Previous testing (refs 12
and 13, app A) had demonstrated that pilots were very sensitive to side force
and could recognize changes as low as 0.05g (1.6 feet per second per second)
(ft/sec2). The lateral acceleration is a more desirable demonstration criteria for
recognition of engine failure than angular yaw acceleration or rate because of the
variance in pilot displacement from the cg in different aircraft.
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28. At low airspeeds such as those shown in figure 5, appendix F, the aircraft
response to power reduction is considerably less than in hover, and the pilot could
safely delay for more than 3 seconds. The pilot recovery was initially for the yaw,
closely followed by lateral input for roll recovery. Roll and yaw accelerations had
essentially reached a constant value by the time recovery was initiated. The only
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29. At an intermediate airspeed of 60 KTAS, as shown in figure 6, appendix F,
the aircraft reaction to power reduction was minimal and the pilot was given very
weak cues. The allowable pilot delay was more than § seconds, and recovery was
necessary primarily because of low rotor speed. The short-term maximum rates
and accelerations had occurred prior to 2 scconds. At recovery, the roll rate had
j stabilized at essentially 4 degrees per secor i (deg/sec), and the yaw rate was
7 degfsec. Roll and yaw attitudes were 20 and 27 degrees, respectively, at

recovery.

. 30. The aircraft response in the high-speed flight regime is shown in figure 7,
4 appendix F. The maximum delay time was 4.5 seconds for an airspeed of
111 KTAS. The characteristic motion at high speed was an immediate left yaw
acceleration closely followed by a left roll acceleration. Roll and yaw rates were
to the left throughout the power reduction phase. Roll and yaw attitudes increased
4 rapidly and reached maximums of 40 and 30 degrees at recovery. Motion in pitch
’ was very small. However, the visual sensation in the cockpit was one of roll and
pitch rather than roll and yaw. This apparent discrepancy between the qualitative i
and quantitative data can be resolved by considering the difference between the
references for the instruments and the pilot. To the pilot, pitch-down is when
L the aircraft tums toward the ground. To the instrument, pitch is motion about
g the lateral axis of the aircraft. An additional factor is the pilot's higher sensitivity
to pitch attitude than to roll or yaw attitudes. Thus, when the aircraft has rolled
1 left, a left yaw rotates the aircraft toward the ground, and the pifot senses that

it is pitching nose down.
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A 31. During climb or level flight at heavy gross weight, the delay time became
more critical. There was a sensation of "falling through" or "slowing down" as
4 power decreased. In addition, the rotor speed decay rate was more noticeable.
K Comparison of data at 50 KTAS for level flight at 7000 and 8400 pounds and
5 climbs at indicated torques of 29 and 35 psi shows that the aircraft short-term
angulir motions are essentially the same in each case. However, there was
: considerable difference in the normal acceleration characteristic, as shown in
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figure D.
For the lightweight level flight condition the change in normal acceleration was
barely perceptible and was of no immediate concerm to the pilot. At the
heavyweight level flight condition the minimum normal acceleration reached was
lower and there was an acceleration downward when recovery was necessary. During
a low powered climb at light weight, the torque was less than for the level flight
heavyweight condition; the change in normal acceleration and pilot concern was
3 also decreased. A power reduction during a high power climb at light weight
1 generated the most change in normal acceleration and caused the greatest pilot
concern as well as a decrease in acceptable delay time. The change was on the
order of 3.5 ft/sec2 and was a strong, unmistakable pilot cue that power had been

, ‘ reduced and that the flight path was changing.
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Figure D. Normal Acceleration Characteristics During Power Reduction.

32. The short-term aircraft response to power reduction was qualitatively judged
to be the same for all altitudes tested. However, the overall pilot assessment was
that there was a small degradation in lateral-directional stability occurring as altitude
was increased. This judgment was substantiated by analysis of the attitude data
from density altitudes of 1110 and 11,120 feet. The altitude effect became more
noticeable with increased delay time and as the entry airspeed became higher.
Typical results of the angular motions are summarized in figure 8, appendix F.

Forces, Energies, and Powers

33. At power reduction, the removal of driving torque from the rotor creates
a force imbalance as the controls are held fixed and rotor speed decreases. Angular
motions and decelerations alter the flight path and operating conditions with elapsed
time. The primary forces considered are thrust, drag, and gravity. The energy state
is described by the aircraft kinetic energy, aircraft potential energy, and the kinetic
energy of the rotor. During the tests it was found that rotational energy of the
fuselage was insignificant when compared to the other energy states. The
rotor-induced power, rotor profile power, tail rotor power, and aircraft parasite
power terms are determined from classical calculation procedures. As the pilot
makes control inputs to effect the recovery, he is controlling the forces to direct
the aircraft along the desired flight path. control the energy losses, and minimize
the power required.
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34. The existence of residual engine power was noted during previous tests (ref 10,
app A) and confirmed during this program. The measured engine power was 60 shp
at flight-idle during autorotation. The residual power will affect the rate of descent,
transfer of energy between cnergy states, or rate of total energy loss, the importance
of which varies with the flight situation. An approximation of rate-of-descent change
{AR/D) attributable to the residual power is obtained from steady-state power

analysis:
- Ashp x 33,000
AR/D GW :
Where: 3
Ashp = Residual power
;

GW = Gross weight

The residual power decreases rate of descent by 283 ft/min for the UH-1C at
a gross weight of 7000 pounds.

il R N

35. Main rotor and tail rotor thrust changes occur within 0.5 second after the
power reduction begins. The rate of thrust decrease and the magnitude of the
decrease is highest in the hover and lessens with increased airspeeds. The drag force
changes very little until the characteristic right sideslip is introduced, at which
time there is a significant increase due to the difference in the effective flat plate
area of the front and side fuselage profiles.

.

36. During the power reduction there is a total energy loss which is caused by
the decrease in main rotor kinetic energy. The magnitude of the loss follows rotor
speed decay characteristics shown in figures 4 through 7, appendix F and is
summarized in figure E. (The area under the curve is a measure of total speed
loss as a function of time).

The greater rotor speed loss with altitude slightly lowers the low hover point on

the H-V diagram.

37. The power to the main rotor could not be instantaneously reduced, and this
undoubtedly influenced the total aircraft response as previously discussed. The
induced power is essentially constant until the collective pitch is decreased during
the recovery. In forward flight, the rotor profile power increased initially as the
angle of attack increased and the rotor flapped aft, changing the rotor inflow angle;
then it decreased in a linear manner until the collective was lowered.

FA T TN i .00 00 SO sk B TN ST

Flight Path Changes

28. Typical height changes during controls-fixed power reductions are summarized

in figure 9, appendix F. During the power reduction with collective fixed, the
norgy is dissipated to compensate for the engine shp available while
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Figure E. Rotor Speed Loss During Power Reduction From Hover.

rotor profile power and induced power remain relatively constant. Depending on
the flight condition, thrust output stays faitly constant with fixed collective, which
minimizes the height loss. For a given time delay, height loss is greatest for a
hover and decreases with forward airspeed. At airspeeds above 80 KTAS, there
is a tendency to climb slightly, especially during recovery, primarily due to the
higher inflow velocity effect on thrust when the rotor flaps aft. During entry from
a stabilized climb, the aircraft continues on tie upward flight path for several
seconds before a downward displacement begins.

Recovery

39. The recovery is the action necessary to control aircraft motions generated
by the power reduciion and aggravated by delay time. In the power reduction
phase, pilot judgment was used to define a tolerance limit in terms of a maximum
allowable delay time. This tolerance limit was based on the pilot's concern for
a given cue or a set of circumstances. The first recovery motion defines the critical
axis or control. Control inputs to correct for other motions were usually made
as an instinctive action. The maximum delay tolerable to the pilot was less than
maximum delay in terms of aircraft capability, which is determined by the most

extreme attitude from which the aircraft can be recovered with the maximum
nower available. The difference in the two limits represents a margin

rrntend
WVAsiivaAVL
available to the pilot who inadvertently aelays longer than was considered
reasonable during these tests.
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40. Pertinent information concerning the aircraft motions during entry and at
recovery is presented in figures 10 through 12, appendix F. In hover, the power
reduction generates a yaw, which gives the pilot a very strong cue. With a high
pilot awareness, the delay time is essentially the pilot reaction time. Figure 4 shows
such a recovery where yaw rate was stopped at 7 deg/sec within 1.0 second and
there was little attitude change. Kight pedal input was just under 2 inches, which 3
left a margin of 2.6 inches (37 percent). A delay on the order of 2 seconds would z
place the directional control near the right limit. Conditions which increase the
hover power required will create more yaw, make the recovery time more critical,
and increase the necessary pilot effort.

41. As airspeed is increased from hover to 20 KTAS, the yaw control requirement
decreases and lateral control inputs become important to the recovery. Above
20 KTAS, lateral control inputs are generally the most critical recovery item. For
intermediate airspeeds near the minimum power-required point, aircraft motion
during the entry and at recovery is very small, and the delay time can approach
6 seconds. With increasing airspeeds above 80 KTAS, the increasing roll rate tends
to cause the pilot to recover soone.. At 120 KTAS the delay time was 4 seconds
and the lateral control input was 5.6 inches, which left a margin of 8.9 percent.
The decreasing delay tinie and lower bank angles at higher airspeeds suggest the
pilot is using roll rate or acceleration as a cue. A detailed discussion of typical
recovery characteristics at high airspecd/high torque conditions is presented in

reference 14, appendix A.

42. A summary of the recovery information 1s shown in figure F. Basing recovery
on a minimum rotor speed is unsatisfactory. The audio warning is activated at
305 rpm (%5 rpm) and the minimum steady-state autorotation rotor speed is
294 rpm. At hover and an airspeed below 15 KTAS, the rotor speed decay does
not provide warning soor. enough, whereas at airspeeds above 15 KTAS, the rotor
speed limit is too conservative. Recovery on the basis of pilot tolerance leaves
considerable control margin except at the critical high airspeeds. Above 100 KTAS
there is less than 10 percent control margin during the recovery. However, the
UH-1C has increased coutrol response with increased airspeed, as shown in .
reference 10, appendix A, and thus a constant percentage control margin imposes
an unrealistic requirement at some conditions.

DIVE g

i
General ;
43. The dive phase of an autorotation is the interval between completion of the :
entry phase and the start of the flare. The maneuver typically consists of a !
longitudinal cyclic pushover to a nose-down attitude, followed by acceleration to

a desired flarc airspeed. Given enough altitude, a steady-state autorotation at the
flare airspeed could be established and then a flare performed at any selected time.
In a maximum performance case, the flare airspeed is reached at flare height above
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the ground with little or no time spent in a steady-state descent. é
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Notes

1. lLevel Flight Entry

2. All Controls Fixed From
Power Reduction to Recovery

3. Power Reduced by Rapidly
Placing Throttle in Flight
Idle

4, Full Lateral Control Travel
= 12,4 in., Directional
Control Travel = 7.0 in.

Recovery Based on
Multiple Cues (None

/ Predominate)
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// /'
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Figure F. Summary of Delay Times and Control Requirements for Recovery.
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44. The entry airspecd and flight conditions dictate the required control inputs
for the dive. The critical case for tne dive occurs at low airspeeds and during
climbing conditions. At low : peeds the dive angle is greatest, which requires
the most pilot effort, and the angle must be selected precisely to minimize height
loss. In high powered climb the pilot task is made difficult by the aircraft response,
change in normal acceleration, and the large change in flight path angle. The
complexity of the dive phase decreases with entry airspeed to the point where
no pushover is necessary when the initial velocity is already greater than the desired
flare airspeed.

Pushover
Level Flight:

45. After the power reduction and the recovery, a pushover is accomplished to
achieve a nose-down attitude for acceleration to flare airspeed. The magnitude and
rate of initial cyclic input are largely determined by knowledge of aircraft response
characteristics and the airspeed gain that will be needed. Summaries of aircraft
performance during the pushover and some characteristics at selected conditions
are shown in figures 13 through 19, appendix F.

46. A generalized longitudinal stick inpui for a pushover from a low-speed entry
for the UH-1C helicopter is shown in figure G. The collective pitch is lowered
in conjunction with the iongitudinal control motion. Required lateral and
directional control inputs are made as the aircraft responds to the pushover. As
the cyclic control is moved forward the aircraft responds with a nose-down pitch,
at which time the pilot is provided cues to guide his following actions. The pitch
acceleration reaches a maximum at T, and the pilot responds by ceasing the
forward control input. At this time, the pitch rate and attitude are becoming more
nose down, and aft cyclic is necessary to bring these motions under control. The
aft cyclic input is continued at a constant rate until the pitch rate reaches maximum
at Tp. There is then a characteristic stowing of the aft control input. However,
the attitude is still becoming more nose down, and longitudinal control is used
to stabilize on an attitude that will produce desired airspeed.

47. The considerable scatter in the pushover data shown in {igure 13, appendix F,
illustrates the pilot's difficulty in judging the amount and rate of forward
longitudinal control required. At this point in time, the pilot has only his knowledge
of flight conditions and expected aircraft response to guide his actions. The forward
control input decreased from about 3 inches at 10 KTAS to zero at flare airspeed.
After the initial input, the aircraft generated cues which were then used to

determine the need for further control inputs. The pitch rate and attitude data -

contained in figure 13-1 is much more consistent than was the control input data.
This demonstrates the response to the cues and the pilot's ability to obtain this
repeatable profile for a wide range of flight conditions. The maximum pilot
acceptable pitch rates and attitudes of 18 deg/sec and 33 degrees, fespectively,
occurred at the low-speed entry at 11 KTAS. Maximum values then decreased with
higher forward airspeeds. These tolerance limits are consistent with test results cited
in references 15 through 18, appendix A. The minimum normal acceleration
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Figure G. Typical Pushover Maneuver.

usually occurred 1 second after the forward control input, with the exact timing
depending on the control input in each case. This normal acceleration was an
important pilot cue, and the minimum tended to be near 0.5g, regardless of the
pushover airspeed. Pushovers from level flight showed no significant trends with
gross weight or density altitude. The pilot adjusted control inputs to obtain similar
performance at a given z'..need for all conditions tested.

48. The effect of varying the rate of pushover is obtained from the comparisons
shown in figures 14 and 17, appendix F. The "normal" pushover is similar to
those previously discussed and represents a desirable maneuver from the pilot's
viewpoint. The "steep” pushover produces extreme attitudes and is beyond
reasonable pilot tolerance limits. The steep pushover generates considerably higher
pitching motions. However, the time duration is small, and the normal acceleration
is essentially the same for both maneuvers. In addition, when the aft cyclic
correction is made, the input is larger and more rapid for the steep pushover,

£ e =]

which tends to negate the larger iniiial forward cyclic input.
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49. During a pushover from a level flight entry, the forward cyciic and decreased
collective pitch input rapidly slows the rotor speed decay while introducing an
increased rate of descent. The maximum downward vestical acceleration occurs
just after the highest pitch acceleration is reaclied. Characteristically, the airspeed
increase is noted approximately 1 second after the pushover. Induced power
required decreases rapidly when the collective pitch is lowered; however, profile
power decreases as the aircraft pitches down and reaches a minimum during the
acceleration. A pushover requires 2 to 3 seconds, and while the angular motions
are significant, there is little time for the flight path to change. Thus, the height
' loss during the pushover was largely determined by the conditions at the start
of the maneuver. At 16 KTAS, the height loss was 35 feet, decreasing as pushover

speed neared flare airspeed.
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Climb:

A

50. Pilot input for pushover following a power reduction during climb is
complicated by the longitudinal instability between 40 and 60 KTAS, causcd by
the stall of the horizontal stabilizer (ref 11, app A). Also, the transition from
climb to autorctation constitutes a greater trim change and a greater change in
stability and control characteristics. These consideratiuns are reflected in the greater
variation in longitudinal control inputs during climb pushovers, as shown in a
comparison of figures 13 and 15, appendix F. The normal pilot input during
pushover generated 25 to 30 percent higher pitch accelerations and rates than were
found during pushovers from level flight. The pitch attitudes were also consistently
10 to 15 degrees more nose down.

o Gt

o Ao

51. As was the case for level flight pushovers, after the initial cyclic input the
normal acceleration was the critical parameter used by the pilot to determine the
longitudinal control inputs. At low speed and low rates of climb, the normal
acceleration characteristics during a climb pushover are much the same as in level
flight. However, increasing rates of climb produce considerably lower normal
acceleration values during the pushover. The power required is higher during the
climb, which causes an increase in rotor speed decay rate of about 10 rpm per

second.

L S S e R B s b e e R

e et et e

52. The critical dependence of normal acceleration on longitudinal control input
is shown in figute 17, appendix F, which compares three pushover time histories
at a 48-KTAS entry airspeed and a 35-ft/sec climb rate. A different type of control
input is used in each case. With no forward input, normal acceleration decreases .

to 0.5g, and with a moderate input of 1.3 inches, drops to 0.3g. The largest forward 3
cyclic input of 2.1 inches yields a minimum normal acceleration of 0.06g. :
Controllability is decreased at low values of normal acceleration and pilot control
of the aircraft may be adversely affected at values this low. The ease with which %
uncomfortably low g values can be reached increases pilot concern during the '

R LTS S EN ARG S, 53 e B e e

pushover from climbing entries. b

w 4

53. The greater collective pitch control decrease and the more nose-down pitching H:

motions for a pushover from climb cause higher vertical and longitudinal 3 3
B
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accelerations. However, the effect of these accelerations is opposed by the upward
flight path during the entry and at the start of the pushover. The resultant net
height loss during pushover from climb entry was usually less than 15 feet, as
opposed to 35 feet for level flight.

Acceleration
Level Flight:

54. The acceleration phase of the dive begins when the pushover is completed
and is concluded when the aircraft is at conditions suitable for an effective flare.
Sixty KTAS was the target airspeed chosen for this analysis and is near the airspeed
for minimum rate of descent in steady-state autorotation. Figure H shows a
representative time history sequence of events in a low-speed entry and dive.
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Cardinal points in the maneuver are noted by subscripted times (Tj) which will
be identified in the discussion. The maximum nose-down pitch attitudes are reached
at T3. The larger values occur at the lower airspeeds where the pushover inputs
and desired airspeed gains are greatest. The maximum longitudinal acceleration
accompanies the maximum pitch attitude. The 60-KTAS target airspeed is reached
at about this time. There was a characteristic overshoot with a maximum airspeed
being attained at T4. Normal acceleration was usually passing through unity between
times T3 and T4. The pilot cue then was to apply aft longitudinal control and
maintain a load factor of slightly greater than 1, which in turn stabilized the
airspeed and reduced rate of descent.

55. During the pushover, the aircraft is pitching nose down and accelerating along

the flight path. The pdot must judge the airspeed gain and determine when the 5

aim airspeed will be fached. The maximum nose-down attitude was reached 1 or 7

2 seconds prior to the maximum airspeed. Maximum pitch-down attitudes from ¥

figure 13-2, appendix F, show an essentially linear variation from 32 degrees for 1

an 11-knot entry to 2 degrees at an entry airspeed of 70 KTAS. As the aircraft :

reaches 60 KTA’ the normal acceleration is below lg, the pitch attitude is nose H

down, and the rate of descent is high and still increasing. ;f

56. The maximum airspeeds that occurred when the pilot had to dive to gain

airspeed defin: T4, and are shown in figure 13-5, appendix F. The maximum

airspeeds reacaed are determined by the pilot judgment of control required during g

pushover, acieleration along the flight path, and timing for stabilizing at the aim ‘

airspeed. The maximum airspeed reached during the acceleration generally exceeded b

the target flare airspeed by 8 KTAS. The rate of descent and flight path angle f

at maximum airspeed are shown in figure 13-5. At entries below 50 KTAS, the 1

rates of d¢scent and flight path angles were generally between 50 and 60 ft/sec 2

and 25 to 30 degrees, respectively. The rate of descent drops off sharply for the

higher entry airspecds because of the smaller airspeed changes and the more shallow H

pushovers. Correspondingly, flight path angle is less steep for the higher airspeed

entries.

J

57. After reaching the maximum airspeed, the aircraft is decelerated as the pilot i

stabilizes on the target airspeed. There was usually an overcorrection and the z

airspeed decreased below 60 KTAS, which is defined as T§. At this point, the 2

normal acceleration is positive, pitch attitude is nose up, and the aircraft is j

decelerating. The time interval between the initial 60 KTAS and Ts is usually 5

4 or 5 seconds, which is nearly half the time :pent in the total dive mancuver. %

In this time span. the pilot is transitioning the aircraft from a dynamic acceleration :

. to a steady-state autorotation condition. Comparison of figures 13-5 and 13-6, 3

) appendix F, shows the most significant changes to occur for entry airspeeds below H
T 50 KTAS. During the deceleration and stabilizing of airspeed, the ratc of descent i
is reduced by about 30 ft/sec, and the flight path angle is decreased by 30 degrees. {

t The great differences in flight path angle and ratc of descent indicate that the 3
aircraft is in a poor position to initiate flare at T4, but in a good position at 3

.. Ts, even though the airspeed has decreased. Figure 1 illustrates the flight path B
and zirspeed relations for various entry airspeeds. %
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The pilot consistently achieved similar flight conditions at the end of the dive
regardless of the entry airspeeds. A steeper pushover should reduce the height loss
to reach 60 KTAS; however, this may cause the airspeed to exceed the aim by
a greater value. In such an instance the rate of descent will then be higher, which
comrplicates the deceleration and may result in more total altitude required for
a dive. The importance of the interval from 60 KTAS acceleration to 60 KTAS
stabilized can be seen in figure J, which shows altitude loss from entry to various
conditions. Approximately half the total height loss in the dive occurs during this
deceleration.

58. Rotor speed is decreasing at the time of pushover and the decay rate is slowed
by the downward collective control input. Minimum rotor speed was generally
reached at the most nose-down attitude. Rotor speed characteristics are summarized
in figure 13-9, appendix F. During the aircraft deceleration (T4 to T§), rotor speed
increases; however, the rate of increase is about 20 percent lower than the
maximum loss rate during entry and pushover. Thus, the duration of the
deceleration phase determines the rotor energy at the start of the flare and
influences the flare performance.

59. During the acceleration, the potential energy is converted to aircraft kinetic
energy. After pushover, aircraft kinetic energy rises from that at entry conditions
to a maximum at the highcst zirspeed, with the greatest rate of increase occurring
near the time of maximum pitch-down attitude and longitudinal acceleration. The
largest kinetic energies and maximum rates of change during the dive are shown
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in figure 13-8, appendix F. As soon as entry occurs and the aircraft starts losing
altitude, potential energy decreases. The maximum descent rate accompanies the
greatest rate of potential energy loss, and these values are also $hown in figure 13-8.

60. Rate of kinetic energy gain and rate of potential energy loss drop off sharply

past the S0-KTAS entry airspeeds corresponding to the more shallow dives from 5
these conditions. The total aircraft energy, to include potential, kinetic, and rotor,

begins to decrease at entry. The rate of total energy loss has local maximums

during the entry and dive; one occurs just after power failure and prior to Ty,

and another during the dive in the vicinity of T4. These energy loss rate maximums

are shown in figure 13-10, appendix F. '

WAL A

Climb:

61 The pilot input for a pushover during a climb entry is shown in figure 15,
appendix F, and typically there is a wide variation in both amount and rate of
forward longitudinal control input. As in level flight, the pitch rate, pitch attitude,
and normal acceleration data were more consister: than were the initial control
input data. The maximum pitch attitudes were (0 degrees more nose down for
the acceleration after a pushover from climb. Also, the mirimum normal
acceleration reached was approximately O.1g less, and the longitudinal acceleration
was greater. Those conditions made it more difficult for the pilot to judge airspeed
gain, and there was a tendency to exceed the target airspeed by 5 KTAS more
than for the level flight entry case. A higher airspeed produces a higher rate of
descent, so that a longer deceleration is needed to give the same conditions at
the start of the flare. Conditions at the maximum airspeed are presented in
figure 154, and show a higher rate of descent and a steeper flight path angle.

il b bt
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b A ettt Ao G e 5

62. Main rutor performance during pushover and dive is shown in fisure 15-9,
appendix F., Total rotor speed change and rate of decay are more severe from
the higher power climbing conditions than for level flight at similar airspeeds. The
rotor speed loss ranges from 90 to 40 rpm, compared with 70 to 30 rpm in level
flight entries. Rates of rotor speed gain during the dive are more comparable, as
the diving portions are very similar.

SEBSA ) St e CF v § bbb e

.

63. Maximum kinetic energies and Kkinetic and potential energy rates of change
are shown in figure 15-8, appendix F. Maximum kinetic energy rate of increase
occurs somewhat sooner than in level flight entry dives, and the values tend to
be larger. Maximum potential energy loss rates are slightlv higher than for dives
from level flight entry. '
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FLARE

, General

64. The flare is defined as the transition maneuver required to proceed from the
dive condition to one from which a safe landing can be made. This maneuver
1s complhicated by the many piioi judgmenis which iust be made and the critical
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dependence upon the magnitude, timing, and sequence of the control inputs. Pilot
apprehension is a factor because of ground proximity and rate of closure. The
flare effectiveness is considered in terms of forces generated and energy relationships
that transpire during the flare maneuver and will be influenced by the flare airspeed
and rotor characteristics, as well as the magnitude and rapidity of the control inputs.
The minimum flare airspeed is seiected on the basis of some established aircraft

performance or pilot suitability criteria.

-

65. As the longitudinal control is moved aft to effect a nose-up attitude, the
increased angle of attack causes the rotor to accelerate. The thrust vector is
’ increased and is tilted aft, which decreases forward speed and rate of descent.
During the flare the aircraft energy is converted to rotor energy, which will be
used during the landing maneuver. During the cyclic flare collective control
application may be necessary to prevent rotor overspeed or to slow the vertical
descent rate. A collective application is uvsually without cyclic input from a
steady-state descent condition when the forward speed at flare termination is not
a primary concern. The collective pitch application causes a thrust increase and
a loss in rotor speed. The increased thrust slows rate of descent and decreases
the flight path angle. Some aft cyclic may be used to prevent excessive rotor speed ;
loss or to decrease forward speed. 3

Cyclic_Flare

66. The aircraft operating conditions during a steady-state descent have been
previously published in references 6, 10, and 11, appendix A, and for this test
are summarized in figures 20 and 21, appendix F. Cyclic flare performance is
summarized in figure 22. Cyclic flares from steady-state and dive conditions are

shown in figures 23 through 33,

_

67. Tests were conducted to evaluzie aircraft performance and obtain pilot opinion
concerning flare techniques, fla-e rates, and flare attitudes. The aircraft stability
and control characteristics influenced the pilot's judgment of control input. The
characteristic shape of the longitudinal coatrol input for a cyclic flare is illustrated

in figure K,

At low and moderate speeds there was a tendency to apply excessive aft cyclic,
which then required a forward control adjustment to a position forward of the
initial trim point, as shown by Vj and V2, figure K. For the higher airspeeds,
V3 and V4, the pilot could better judge the correct control input needed for the

desired result.

£8. At the start of the flare, the pilot has only his knowledge of the expected
aircraft respunse to guide the amount of control input needed at different airspeeds.
The aft cyclic control input, T to Ty, was generally made at a rate of about
( 5 inches per second. The aft control input was continued until the maximum pitch
acceleration was reached at T|. For all flare airspeeds the maximum pitch
accelerations were on the order of 15 deg/sec2. The control input was then
maintained until the pitch rate reached a maximum at T7. The time interval between
Ty and T2 varies with pitch controllability characteristics and is thus longest at
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it 2rmediate flare airspeeds and decreases at the high and low-speed extremes. After
the maximum pitch rate was reached, the cyclic control was moved forward to
attain the desired pitch attitude. The maximum acceptable pitch attitude at
different flare airspeeds is shown in figure 22-3, appendix F. For airspeeds below
45 KTAS there was very little to be gained from the flare and the pilot used
shallow flare angles. As the flare performance increased progressively with higher
flare airspeeds, the pilot increased flare attitude to a maximuw of about 30 degrees
nosc-up. Higher angles were possible but they were uncomfortable and restricted
forward visibility.

69. Flares at 35 KTAS and below 'vere found to vary considerably from those
at higher airspeeds. This unusual condition is represented by V| in figure K. At
T, the angular pitch accelerations were typical and would appear to be satisfactory.
However, there was a downward acceleration and lack of flight path change, which
so strongly influenced the pilot that he quickly moved the stick forward to level
the aircraft. Normal acceleration forces generated during flares at different airspeeds
arc summarized in figure L.
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Figure K. Longitudinal Control Input for a Cyclic Flare.
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Figure L. Normal Accelerations from Cyclic Flares.
70. The maximum aft control input of § inches at the 45-KTAS condition did ?
not violate a 10-nercent aft control margin. The left lateral and left directional
control requirements during the flare were small and were of no particular concern.
During the flare, there was a tendency to yaw right.

71. The pitch attitude becomes progressively more nose up as airspeed is decreased
: from 50 KTAS during steady-state descent, the descent angle steepens, and the 3
3 rate of descent becomes greater. Descent angles during steady-state autorotations E:
E are shown in figure M.
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The flare effectiveness, flight path angle, and ground proximity determine the
acceptable pitch attitude. The acceptable pitch attitude became more nose-up as
the flare airspeed increased. However, the resultant angle-of-attack change tends
to be about 20 degrces for all the flare conditions. Thrust changes occur
immediately after the aft cyclic input and at flare airspeeds above 40 KTAS, build
to a muximum as the pilot is stabilizing on the desired pitch attitude.

72. There is generally a decrease in rotor speed during the entry and dive which
can be as large as 60 rpm, depending upon the initial delay time and duration
of the deceleration phase of the dive. Thus, the rotor speed at flare could be
well below the steady-state minimum of 294 rpm.

73. Tests were conducted at rotor speeds of 260 and 290 rpm, and are
summarized in figure 22, appendix F. In general, the performance is better at the
high rotor speed for flare airspeeds below 40 KTAS. Above 40 KTAS, the
performance is similar for both rotor speeds and becomes progressively better with
increased airspeed. The decelerating horizontal and vertical forces follow the main
rotor thrust trends. The cyclic flare effectively decreases the forward motion and
also slows the rate of descent. At low speed there is little thrust increase from
the flare; however, tilting the thrust vector aft introduces an aft force, which slows
forward speed even though there is little vertical deceleration. At higher speeds,
the horizontal deceleration is more pronounced because of the combined effects

of aft tilt and increased thrust.

74. The energy change during the flare is one of exchanging aircraft kinetic and
potential energy losses for an increase in the main rotor energy. The total aircraft
energy changes during the flare can be expressed as

= e + >
BE_ rem = OKEj + OPE + AKE (1)

Where:

AKEAC = Change in aircraft kinetic energy
APE = Change in aircraft potential energy
AKEMR = Change in main rotor kinetic energy

The first two terms on the right side of the equation are negative, since the aircraft
is losing speed and altitude. The change in potential energy depends on the jnitial
rate of descent and the decrease that occurs during the flare. The kinetic energy
of the rotor increases when 1 gain in rotor speed occurs. Energy changes are
summarized in figure 22-9, appendix F. For the low-speed flares, there is little
effect from the flare and the aircraft continues to descend with no signficant change
in flight path or rotor energy. The efficiency of the flare is defined as the energy
conversion ratio, as calculated from equation 2.
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AKE
MR (2)

+ APE
AKEAC APE

n =

Where:
n = Flare efficiency

The improved efficiency with increasing airspeed is summarized in figure N.

The low efficiency at low airspeeds is caused by the iarge amcunt of energy needed
to overcome the increased rotor power required. When the flare efficiency is low,
it is very important that the pilot utilize the energy in the best manner. Although
there is more efficiency at high speeds, the total energy which must be dissipated
is also much higher. This energy loss can be accomplished through a combination
of the higher flare angle and increased time for which the flare is maintained.
Additional details of the characteristics during deceleration from high-speed
conditions are presented in the landing discussion (para 94). The gain in rotor
kinetic energy was essentially zero at 3§ KTAS and increased to 200 shp per
second at 50 KTAS. At flare airspeeds above 50 KTAS, the pilot tended to
decrease the flare angle and duration such that there was little additional gain
in cffectiveness. The energy terms summed as in equation 1 are shown graphically
in figure O.

Gross WT ~v 1B =
Amb. Temp. v OC =

Density Alt. v Ft =
Flare Rotor Speed v RPM =
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Figure N. Flare Efficiency.
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Figure O. Total Energy Changes During Cyclic Flare.

75. The total energy rate of change is greater at the higher rotor speed, and an
effective flare can be accomplished at a lower airspeed. At flare airspeeds below
the minimum effective the rotor is not accelerating. the aircraft is not being slowed.
and the total energy change is primarily a loss in potential energy over which
the pilot has no control. Flare airspeed increases to 70 KTAS are progressively
more desirable. At airspeeds above 70 KTAS, the flare performance available is
greater than that needed for normal situations.

76. The height loss during the flare from 50 KTAS was 20 feet for 260 rpm
and 60 feet for a rotor speed of 290 rpm. The greater height loss is attributed
to the higher rate of descent at flare entry for the 290-rpm condition. At flare
airspeeds above the minimum effective airspeed, the loss was essentially a constant
for the technique used. However, there was sufficient performance available for
the pilot to control height loss by adjusting the technique and accepting the
different rotor energy and kinetic energy characteristcs that will resuit.

Altitude Effects

77. Typical time histories of the flare characteristics at a density altitude of
9400 feet are presented in figures 29 and 30, appendix F. Comparison with a
density altitude of 870 feet in figures 23 and 24 shows no apparent change in
the pilot cues and the flare was accomplished in the same manner. The angular
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pitch acceleration and rate developed appears to be slightly lower at the high
altitude. The rotor acceleration and thrust development are also slower at high
altitude. A higher true airspeed is required to produce an effective flare, which
necessitates a greater altitude loss during the dive. Results at two altitudes are
compared in figure P,

78. Figure P reflects a change in the flare characteristics with flare airspeed. At
the high altitude, the longer time required for the flare and the less effective
decelerations result in more height loss during the flare. The time difference of
1 second corresponds to about 30 feet at an airspeed of 60 KTAS. The pilot
must account for the added height loss by starting the flare higher above the ground
or by executing a more rapid flare as the density altitude increases.

Gross Weight Effects

79. Incressing gross weight from 6890 to 8125 pounds required no chanee in
the cyclic flare technique so far as the pilot was concerned. Comparison of
figures 26 and 28, appendix F, shows angular pitch resonse to be essentially the
same for both weights. At the heavier weight the rotor speed tended to increase
more rapidly. The induced power required was approximately 100 shp hicher and
the normal acceleration was reduced by 7 ft/sec2. Thus, for a given flare technique
and performance, increased gross weight requires a higher flare airspeed or a longer
flare duration.

Rate of Cyclic Flare

80. The cyclic flare can be accomplished at any rate desired by the pilot. During
these tests the majority were conducted at a "normal" rate which was based on
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Figure P. Comparison of Thrust Characteristics with Density Altitude Change
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pilot familiarity with the aircraft and his judgment as to what the performance
requirements were for the flare condition. Aft cyclic control inputs up to 2 inches
per second produced flares that were considered slow, control inputs of 2.5 to
5.5 inches per second were normal, and inputs higher than S inches per second
generated rapid flares. Characteristic performance changes that occur with rate of
cyclic flare can be obtained from figure 33, appendix F.

81. With a rapid flare the aircraft pitches much more quickly and the cyclic input
must be adjusted rapidly to prevent excessive rates from oecing generated. This
can be accomplished so that the flare attitude increases to a desired maximum
in 4 second: Rotor speed also increases much more rapidly with a sharp flare
and caution must be used to prevent exceeding the limit. The thrust increase is
more rapid and reaches a higher value than for a given cyclic input at a slower
rate. The change in the flare effectiveness is illustrated by figure Q. The benefits
of a rapid flare are essentially nil at lower airspeed and progressively increase with
higher airspeed.
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82. The greater thrust and pitch attitude with a rapid flare significantly decreases
the airspeed and rate of descent. The energy exchange is more effective with a
larger decrease in aircraft kinetic energy and a smaller loss in potential energy
while providing more rotor energy to use during the landing phase.

J Flare from Accelerating Autorotation

83. Typical flares from a diving condition at low and medium flare airspeeds are

shown in figures 31 and 32, appendix F. Table 2 compares conditions at the start
. of the flare from accelerating and steady-state autorotations. ;
The most significant differences to the pilot are the much higher rates of descent 3
and the extreme nose-down uttitudes. The angle of attack and power required are 3

important with respect to rotor performance in the flare.
84. The control inputs, aircraft response, and pilot comments suggest that no ;
alternate pilot considerations are necessary for the two maneuvers, Although the g
aircraft is considerably more nose down, the change in attitude and angle of attack ;
is essentially the same. Flares from dives introduce considerably more roll and ¥
yaw response with an accompanying increase in pilot workload. At 60 KTAS, the 4
flare from the accelerating autorotation generated a rotor speed increase of ?
13 rpm/sec as compared to 8 rpm/sec for the steady-state case. The thrust 3
characteristics follow the rotor speed trends, with abour 25 percent more thrust §
being realized when flaring from a dive. The acceleration components in the 3
horizontal and vertical axes were also larger than during a flare from steady state.
Table 2. Comparison of Alrcraft Conditions at Flare
From a Dive and From Steady State.®

True Pitch Angle of | Rate of 3
Flare Condition Alrspeed Attituue Attack Descent 3
(kt) (deg) (deg) (ft/sec) ;
| 2
39 -14 20 36 2
o
b
Dive 48 -15 21 46 3
60 -18 11 45 g
' 35 4 41 40 g
Steady state 42 1 23 27 ;
3
) ! 59 Zero 15 26 %
- 'Average rotor speed: Nps 300 rpm. g
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85. At the start of the flare, fixing airspeed and rotor speed establishes the kinetic
energy conditions. Potential energy is determined by the height above the ground,
which was not a constant for the flight data shown in appendix F. However, in
a dive, the flare produces a larger gain in rotor energy while at the same time
the higher descent rate is causing a more rapid loss of potential energy. The result
is that the enurgy exchange from aircraft to rotor is more effective when flaring
from a dive, although the total energy characteristics arc essentially the same.

86. The main rotor-induced power characteristics are similar, although when flaring
from a dive the magnitude is about 25 percent higher. Profile power characteristics
are considerably different. A more rapid increase in profile power with aft control
input is caused by the higher rotor speed gains.

87. The effect of the cyclic flare on rate of descent and forward airspeed is
essentially the same whether starting from steady state or a dive. Thus, for a given
airspeed the higher initial rate of descent results in a higher rate of descent at
the conclusion of the flare maneuver. Also, for a given time increment the height
loss will be correspondingly greater. At 60 KTAS the vertical distances are 140 and
80 feet, respectively, for dive and steady-state flares.

Collective Applications

88. The collective flare is generally made from steady-state descent conditions
such as are shown in figure 20, appendix F. The collective application is
particularly .mportant at airspeeds below the minimum airspeed where an effective
cyclic flare cannot be used to increase rotor speed. In this airspeed range, the
rotor energy is all that the pilot has available to decelerate the aircraft and cushion
the landing. The characteristic collective input was the same for all test conditions
and is illustrated in figure R.

Lt i

<%
e

COLLECTIVE CONTROL APPLICATION

_!TRI.\!

0

TIME FROM FLARE INPPIATION
Figure R. Typical Control Input for Collective Flare.
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89. The initial rate of co.ective input (Tg - T1) was maintained until the normal
accelerations had peaked at about 1.5g. The collective was then input at a rate
of 1 to 1.5 inches per second until the normal acceleration had begun to decrease.
Also, during the second phase (T{ - T2) the rotor decay rate had stabilized at
a value of about 20 rpm/sec; the rate of descent and the descent angle were
decreasing rapidly. The maximum collective control position was held until the
normal acceleration had returned to nearly 1, at which time it was apparent the
flare was no longer effective and the collective was lowered.

LI NG A R ORI R A VP ekt
-

90. The thrust increase during the flare was about 700 pounds per inch of
collective application and there was little airspeed effect for the range of 40 to
70 KTAS. The horizontal and vertical decelerations were about 3 and 15 ft/sec2,
respectively. The flare maneuver typically reduced the rate of descent 30 ft/sec
and decreased airspeed by about 5 knots.
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91. Aircraft kinetic energy is decreased at the expense of the rotor kinetic energy
loss. The efficiency of the flare is defined by

Aircraft kinetic energy
Rotor kinetic energy + potential energy

Efficiency =

G S e A

The rotor energy was converted with an efficiency of approximately 25 percent.

uh g

92. In steady-state autorotation, rate of descent at flare initiation is highest at
low airspeeds and reaches a minimum at 50 KTAS. At this or higher airspeeds,
the rate of descent could be stopped with a collective flare height loss of about
60 feet. Significant increases in height lost during the flare were encountered when
the flare airspeed was below 50 KTAS.

LANDING

General

93. The nature of the landing is primarily dictated by the entry conditions. The
three general types of landings to be considered are those from low hover;
low-speed, low-altitude; and high-speed, low-altitude. When landing from a hover,
there is only rotor energy to dissipate the potential energy of the aircraft. In
low=speed, low-altitude flight, the kinetic and potential energy of the aircraft can
be used to varying degrees depending on the height-airspeed combination. As

: airspeed is increased toward a minimum cffective flare airspeed, a greater amount
of flare can be used. When above the minimum effective flare airspeed, the excess
aircraft kinetic energy can be used to build rotor speed and maintain height while
slowing to a desirable touchdown speed. Each landing must be accomplished within

{ the gear limits and with sufficient rotor speed to prevent excessive main rotor
flapping which may allow the rotor blade to strike the tail boom.
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Hover Landing

94. The hover landing data shown in figures 37 through 40, appendix E, were
obtained from power reductions in a stabilized hover. The rapid yaw acceleration
with power reduction provided the pilot with an immediate, unmistakable cue and,
thus, the only delay was essentially the pilot reaction time. Approximately 2 inches
of directional pedals were required to control the yawing ‘notion, There was also 4
a need for about 1 inch of aft and right cyclic during tae power reduction and 3
landing.

TR, s TG R

95. From power reduction to landing, the rotor speed decreases rapidly. At hover
height below 10 feet, the pilot has no option but to input collective 1s required
prior to ground contact. The constant collective application of approximately

" ”

1.6 inches per second shown in figure 37, appendix F, was sufficient to counter g
a downward acceleration of 2.5 ft/sec? and maintain a 3-ft/sec rate of descent.
The results show that the pilot could make very good judgments concerning the :

rate of descent, ground proximity, and amount of control required to make a
safe landing.

96. Increasing height above the ground or increasing gross weight adds to the
potential energy which the rotor must dissipate. However, the rotor energy available
is fixed for a given rotor speed and, thus, the pilot judgment of collective usage
becomes more critical. For maximum safety margin, the rotor speed should be
the highest allowable so as to have the greatest rotor energy available when hovering
near the ground. Tests were conducted at a S5-foot skid height while increasing
the gross weight. The collective was applied so that full input was reached at ground
contact. The increased gross weight caused a higher rate of descent after the power
reduction, and the pilot had to input the coliective more rapidly. This, in tumn,
generated more thrust so that over a certain weight range the average rate of
descent from power reduction to touchdown was essentially the same. At a certain
gross weight the total rotor capability is being used and the pilot cannot prevent
an increase of rate of descent with added gross weight. The tests were conducted i
at density altitudes of 2940 and 7000 feet, and there was no difference in the

resulting performance. As rate of descent at touchdown becanie greater than

2 ft/sec, there was an ever-present concern that a hard landing had occurred. As

the height above the ground is increased, a technique change is necessary. Up to

a given height, a constant-rate collective input will keep touchdown rate of descent

within limits. Additional height then dictates that the collective input be delayed

and rotor energy be conserved until the aircraft is near the ground. The initial

tests were conducted using a technique of maintaining a contant collective position ‘
until near the ground, and then applying full collective prior to ground contact.

The pilot tended to apply the collective when rate of descent was 7 ft/sec or

guredter.
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97. Improved hover landing performance can be obtained by altering the technique
as shown in figures 39 and 40, appendix F. Lowering the collective decreases
thrusi and increases ihe rate of descent. At the same time, rotor energy is conserved
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so that it may be used just prior to touchdown. However, this technique is very
critical with respect to height or rate of descent and is considerably beyond that
cxpected during an actual emergency. The largest, most rapid collective input of
7.5 in./sec is shown in figure 40. The thrust increase of 4500 pounds caused a
vertical acceleration of 0.35g and decreased rate of descent by 5 ft/sec.

Low-speed, Low-Altitude Landings

98. Low-speed, low-altitude landings are defined as those accomplished from the
area A-B-C-D shown in figure S (excluding hover). When the power reduction occurs
outside the avoid area, the dive and flare determine the conditions from which
the landing will be made. Forward speed and rate of descent should be relatively
low, and rotor speed should be in the upper ranges. For a power reduction within
the arca A-B-C-D, pilot recognition and action are critical, since there is a rapid
rotor speed decay and rate-of-descent increase immediately after the power
reduction.

In this area there is not sufficient height above the ground to dive and gain airspeed,
nor is there adequate airspeed to accomplish an effective cyclic flare. Figures 41
and 42, appendix F, show low-speed approaches and landings. During the
approach, the technique was {o maintain the highest thrust without bleeding rotor
speed and decrease forward speed. As the aircraft nears the ground the collective
is input in the same manner as during a hover landing.

= 7/ //avoip
] 1/, ///////é

AIRSPEED

Figure S. Landing Envelope.
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99. During the landing shown in figure 41, appendix F, the thrust reached a
maximum before the full-up collective position was reached and then decreased
as the rotor speed decayed. The longitudinal control was moved aft 1 second prior

TS T T s B R T TR T ‘-‘ﬁswm]
s

to touchdown, which increased thrust and rapidly decreased forward speed from 2
17 to 5 KTAS. 3
4 :
100. The collective application during landing rapidly decreased the rotor speed §
while effectively reducing forward speed and rate of descent. The rotor energy E
was used more efficiently than during the hover landing or during flares at altitude.

o

The improvement is apparently caused by the ground effect. which was not present
during the flare tests.

High-Speed, Low-Altitude Landings

101. The high-speed avoid area shown as C-D-E-F, figure S, is defined by the
entry characteristics and the aircraft geometry. During the entry, the aircraft
motions may cause a flight path change and height ioss as the controls are held
fixed. Additional height may be lost as the recovery is accomplished. At high speed,
the aircraft must be slowed prior to landing, which requires that sufficient altitude
be available to maneuver. Figure T illustrates the UH-1C helicopter and ground
clearance requirement for typical deceleration or obstacle avoidance maneuvers.
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Figure T. UH-1C Ground Clearance Requirements for Maneuvering

Thus, the height of the avoid area at C-E is the sum of the three items discussed.
For the UH-1C, an entry at 111 KTAS with a 2-second delay produces a height

f loss of 55 feet (fig. 1, app F). A 30-degree flare requires 9 feet, which establishes {
the minimum avoid area at 64 feet.
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102. The high-speed touchdown, point D, figure S, is determined by the
landing gear capability in terms of drag loads since there is no height available
for recovery andjor flare. The rotor thrust and rate of descent at touchdown
establishes the normal force experienced by the landing gear. Landing terrain and

type of landing gear determines the coefficient of friction. From these, landing 3

) gear loads, decelerating forces, and sliding distances can then be calculated. E
103. In the event of a power reduction occurring within the avoid area, rapid 3
pilot recognition with little delay time minimizes the height loss, facilitates recovery,

. and may allow a safe landing maneuver. In such a case, collective control can 3
be used to gain height at a sacrifice of rotor speed. The airspeed is then decreased ;
with a cyclic flare, which restores rotor speed and allows the low-speed, low-altitude
area to be entered with a relatively low rate of descent. From this point, a landing g
is accomplished as previously described. . ;

3
HEIGHT-VELOCITY DIAGRAMS 3
&
General 3
104. The H-V diagram will depend on the aircraft flight characteristics, ’
technique, and constraints, as well as the landing terrain. The flight condition will E:
determine whether a dive and/or a flare will be required. The maneuver can be
considered in terms of three general cases, as shown in figure U. :
{ Minimum Effective 3
® V/ Flare Afrspeed ;
®
Ef
3
2
a %
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/
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% R \ g
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Figure U. Height-Velocity Diagram. . ’%1
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From area 1, the aircraft must be dived to reach the minimum effective flare
airspeed. The intent is to minimize rotor energy losses while exchanging potential
energy for aircraft kinetic energy. In arca 2, there is sufficient airspeed for an
effective flare, and a dive is not necessary. The potential energy must be dissipated
while maintaining airspeed and rotor speed. The low airspeed in area 3 prevents
an effective flare, and rotor energy must be used to overcome the aircraft potential
energy and descend to a landing.

105. The criticality of the pilot actions is primarily dependent upon proximity
to the avoid areas. When close to the curve the pilot must closely adhere to the
technique and conditions on which the curve is based. When at a reasonable distance
from the curve, the pilot has a great many options on how to arrive at a safe
landing condition. For example, from point A, figure U, the pilot could:

a. Maintain altitude while decelerating and gaining rotor speed, then
maintain flight path to the ground, using pitch attitude and collective pitch to
control airspeed and keep rat: of descent within limits.

b. Dive to gain airspeed and lose altitude; then use a steep cyclic flare to
decrease airspeed, build rotor speed, and maintain height; descend in a landing
attitude with collective pitch controlling rate of descent.

The major difference in the two cases is that in the second, the¢ potential energy
is converted to kinetic energy and conserved for a period of iime, whereas, in
the first case, the energy is dissipated from the outset.

Experimental Height-Velocity Tests

106. The experimental H-V diagram shown in figure 43, appendix F, was
developed at the high-altitude test site (9500-foot elevation). Prior tc the test,
the pilot technique, aircraft limits, and test conditions were specified for the various
flight regimes shown in figure U. To determine the curve at each airspeed, the
procedure was to decrease height in suitable increments so tnat the pilot could
assess the performance margin at each test condition. For each series, the entry
airspeed was held constant so the pilot would not have to contend with different
entry characteristics on successive points. Figure V illustrates a typical sequence
of test points. The test at any given entry airspeed was terminated when the pilot
judged that the performance margin had decreased to the point where exceptional
techniques were required or there was not allowance for a small variance in pilot
performance.

107. In a practical case, the number of points required to establish the curve
at a given airspeed will vary with characteristics of the test vehicle, the performance
margin, and the experience of the personnel conducting the test. A well-behaved
aircraft allows the pilot to more quickly and more confidently choose the height
increments to arrive at the final point with fewer test points. When the desired
curve is near the limits of pilot ability or aircraft capability, the height increments
muct he emall more test points will be required. and the deeree of risk increases
rapidly. Exp:rienced test personnel can assess the nature of a given maneuver and
quickly estimate the margin or predict the performance on successive points.
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; Figure V. Test Point Sequence for Determination of Height-Velocity Diagram. ;
;
L 108. All points flown to determine the H-V diagram are presented on
figure 43, appendix F. The pilot judgmert of each point is annotated. As expected,
4 in a test of this nature there is considerable scatter in the data which cannot be 3
A totally accounted for in an engineering analysis. Thus, the pilot comment is the ;
best single indicator of relative merit of each test point, and is used to locate
1 the curve. The H-V diagram for the AH-1G helicopter is compared to UH-1C data g
g in figure 43. The two aircraft have the same rotor system and should have similar 3
3 3 performance capabilities. The results are from independent tests and, in both cases, ;
] the pilots used maximum performance capability and pilot suitability to arrive at
: B the recommended H-V diagram. The close agreement indicates each pilot's ability
! to independently judge all factors during the tests and agree on a realistic H-V 3
3 diagram for operational aviators. 3
4
109. Power reduction and landing mancuvers during the H-V tests are 3
illustrated in figures 44 through 48, appendix F. The low-airspeed case depicted
in figure 45 shows all the elements required to land after a power reduction; ie,
entry, pushover, dive, flare, and landing. Idealized longitudinal control inpuis for 72‘
each phasc have previously been shown. These are assembied as a single unit in %
figure W and compared to the pilot actions which occurred during the experimental %
H-V tests.
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Table 3. Comparison of Performance From Total
Autorotation and Individual Tests.

Height Loss
(ft)
Phase
Individual Total
Tests Autorotation
Entry (10 KTAS) Zero 10
Pushover 120 40
Drive 400 500
Flare 80 90 2
Landing 20 20 ;
Totals 620 660 ;
110. Viewing the total autorotation as the sum of its parts, a comparison s

can be made of the performance obtained from tests of each phase with that
resulting during a total nameuver. Results are presented in table 3.

AR §

In most cases, the performance for each portion of the total autorotation compares
favorably with the individual tests, and the height required for the total autorotation
is greater by only 40 feet. The most significant variation occurs in the pushover :
and dive portions. This is caused by the difficultv in separating the two portions }
during a total aatorotation. However, the sum of the two compares favorably. 3
Analysis of che individual parameters shows a performance loss may be caused
by the nilot introducing additional decision points. At each decision point the
response to the input was evaluated. and then further action was taken. A good
example of this is the characteristic "double cyclic fiare" shown in figure W, during
the time interval from 17 to 18 seconds. During this time interval, the aircraft
state is being assessed and decisions are being made as to when and how much
aft cyclic can or need be applicd to obtain the necessary performance.

AR

e e

111. Another aspect of comparing the performance from the two sources is
the lateral motion. The individual test maneuvers are conducted quickly, and there
is not sufficient time for lateral motions to develop. While in the total autorotation,
the motion is cumulative and becomes more significant as time lapses. The lateral
motions require bank angles that increase rate of descent and load factors which
influence rotor speed. The maneuvers produce energy losses that reduce aircraft
capability and add to the pilot workoad, which in turn can further detract from
the overall performance. )
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112, During the H-V tests, a continual assessment was made concerning the
pilot technique to be used. Aircraft performance, pilot difficulty, and safety margin
were primary considerations. Pilot tolerance levels concerning pilot actions and cues
had been obtained during the tests of each phase of the autorotation and landing
maneuver. The complete technique which evolved is considerably removed from
a maximum performance technique in certain areas. Notable examples are dive
and flare rates and attitudes. In the H-V tests, the pilot chose lower pitch rates
and the desirable attitudes were about 5 degrees less than those which were
acceptable during the dive and flare tests. These changes add to the height required,
but decrease the pilot effort and improve the safety margin for a given point on
the H-V diagram,

113. The greatest variation was found in the deceleration portion of the dive.
Maximum performance is obtained by the most rapid acceleration to flare airspeed,
followed immediately by a large rapid cyclic flare. At the time of flare, the rate
of descent will be on the order of 4000 fi/min. It was found during the H-V
tests that the maximum performance flare was difficult for the pilot to accomplish
accurately and repeatably. This introduces a high risk, and is undesirable from
an operational viewpoint. In addition, at the outset the pilot is apprehensive about
flaring with the high rate of descent, and considerable practice and training is needed
before he can be at ease with the maneuver. Also, a flare from the dive at a
high rate of descent dictates that the flare be started it a greater height above
the ground, since more altitude is needed to reduce the rate of descent. A more
realistic method was to maintain the flare airspeed and decrease rate of descent

to something near the steady-state rate of descent which he is accustomed to
experiencing. This deceleration requires 2 to 3 seconds and adds 100 to 200 feet

to the H-V diagram. Using the deceleration technique builds a safety margin into
the diagram, since maximum performance is available should the pilot be near the
ground and need to flare immediately after reaching flare airspeed.

114, As the tests were being conducted, it became apparent that at a particular
time in the maneuver it was very important that the pilot accomplish a certain
action. Some actions were known while others were found during the data analysis.
To accomplish the proper action at the proper time, the pilot must be observing
the critical items. This is best illustrated by listing the order of priority for each
phase of autorotation for entries from the high hover point to the knee of the
diagram.

a. Entry:

(1) Attitude control on the critical axis.

(2) Reduction of collective pitch.

b. Dive:

(1) Pushover to nose-low attitude.

(2) Observe height above ground.
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(3) Monitor airspeed until flare airspeed is reached.
(4) Observe height above ground.

) (5) Control rotor speed to prevent overspeed.
(6) Maintain flare airspeed until flare is required.

c. Flare:

(1) Pitch up to accomplish a cyclic flare at recommended height above ground.
(2) Observe rotor speed and height above ground during flare. F:

(3) Apply collective pitch to prevent rotor overspeed, or decrease rate of
descent when near the ground.

d. Landing:

A A T SR 0D

(1) Assume a landing attitude.

(2) Apply collective pitch to cushion aircraft onto the ground.

The listing of prioritics is meant to ensure that the pilot observes the most important
items first. For example, rotor speed is of little concern during the entry. This
is because rotor speed depends primarily on the collective pitch and secondly on
losses caused by angle of attack and sideslip. The most important single item is
pitch attitude, which is the pilot's way of controlling thrust, energy, and
power-required relationships.

Evaluation of Pilot Technique

115, The H-V determination used techniques which produced good
performance and, in the pilot's judgment, contained a margin for reasonable
variation in technique with different pilots. Jowever, for the H-V diagram to be
a useful part of the operator's manual, the expected capabilities of all Army aviators
must be included. It was considered that standardization instructor pilots (SIP's)
from the United States Army Aviation School were the best judges of the desires
and capabilities of the operational pilot. Two SIP's were invited to participate in
the flight program. They provided quantitative data and qualitative comments
concerning the H-V test methods.

L
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116. Following a demonstration of the test technique, the flight tests were

1 conducted and results are shown in figures 49 and 50, appendix F. Table 4
presents some of the more significant results and compares these with those
obtained during the H-V tests.

%

45

-

S . v e SR R TRREY TR et T L e e i T -t o

.
~

s R o el N i B Y it A S e B

B R Y I N -

Ly
1
|
o
l; 5,

ke e v B e o i 3w P A AT




Table 4. Comparison of SIP and H-V Test Techniques.

Condition S1P Test

A

Entry true
airspeed (kt) 8 18 H 18

. s
PO TLE b o B T D O TRy TS ATV L TR T A

g ason

T

Maximum nose-~down
g pitch attitude (deg) 20 14 32 22

Maximum true air-
speed in dive (kt) 44 49 70 49

0 Y

.

; Minimum rotor 255 305 255 270 3
g speed (rpm)

Maximum nose-up
pitch attitude 16 20 25 26
in flare (deg)

Maximum rotor speed 291 327 314 323
in flare (rpm)
E 1
3 Collective input 9.6 8.5 9 7.7
(in.)
3 Rotor speed at 245 253 304 248 ;

touchdown (rpm)
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All pilots tended to dive the aircraft more as entry airspeed decreased. The most 3

significant difference in the techniques is seen in the pitch rates and attitudes during 3

the dive and the flare portions. The higher values tend to minimize power required g

and facilitate the energy exchanges during these critical times. ki

117, The test technique reflects an imposed 2-second delay on all controls, 3

while the SIP's used no intentional delay. The delay on the collective control is

the primary cause for the much greater rotor speed loss shown at the test 18-KTAS ;

entry condition. This loss in main rotor kinetic energy is overcome by the steeper , 4

flare, which builds considerably more rotor speed during the flare. Additional subtle f

differences arc the timing of the control inputs and the flight profile. 3

l 118. The SIP technique was primarily concerned with rate of descent and :
attitude. The flare is slow and steepens as the ground is neared and airspeed \ 3

decreases. Collective is added gradually during the flare, flight path changes are b

less abrupt, and in comparison with the tect technique, more rotor speed is E

dissipated during the final portions of the descent and landings. The SIP technique §
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leaves the pilot fewer options during the final phases and commits the aircraft 5%3
to a landing at an carlier time. This results primarily because, with the gradual %
deceleration, the aircraft passes through minimum effective flare airspeed with a 2
low rate of energy exchange, whereas with the test technique, the energy exchange %
3
|

is higher at the critical airspeed point.

T L ok i

119. The SIP's couid repea. their flight profiles with a high degree of accuracy,
and could make low forward speed landings. They were most accustomed fo
autorotation:s from entry airspeeds above 40 KTAS and at first, for lower airspeeds,
were reluctant to assume extreme nose-down attitudes. Their technique changed
y rapidly after the demonstration and in the final data summarized in table 4,
approached the test technique. They were particularly concerned with pilot ability
to accurately judge the flare attitude and height, as well as the likelihood of the
tail rotor contacting the ground. Similar tests with other SIP's were repeated in
subsequent programs with similar results. Additionasi information can be obtained
from references 15, 16, and 17, appendix A.

-
o
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4
%
1

120. The tests with the SIP's were conducted from an altitude considered
safe by the test pilot, and in all cases there was a performance margin. The technique
used by the SIP's did not sufficiently change the performance to the point of
invalidating the curves generated by the test technique.

e S p i

IMPROVED TEST METHODOLOGY

T I AT

General

LY PR

121. An improved test methodology should reduce flight hazards to personnel
and equipment and reduze flight time and cost, as well as produce larger-quantity,
better-quality data. A purely experimental method has proven to be unsatistactory
because of flight safety aspects and the excessive flight effort needed to gather
the data. Entirely theoretical approaches are inadequate and should a satisfactory
one be developed, there would still be the credibility factor. The ideal method
is one which uses the best features of both theory and flight test results. The
total methodology consists of preparation, analysis, and flight test. The magnitude,
timing, and interrelation of these phases will be dictated by the individual program
circumstances. This section of the report summarizes the test results and analysis i
and develops recommended procedures for H-V testing. ;
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Test_Preparation
%3

122. Test preparation includes conventional program gplanning and :
documentation, analysis of aircraft design and flight characteristics, and predictions i
of air~rait performance on the basis of theory or previous test results. Program
, planning is detailed in rcference 16, appendix A. The aircraft physical

) characteristics are reviewed for specific items which may need special attention
duiing (2 test. Types of control systems may influence pilot technique or impose i
control limitaticns. Engine response may have a bearing on power recovery
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procedures. Rotor inertia is important with respect to rotor decay and thus, delay
times and flight limits. Type of landing gear can determine landing technique or
requirements for the test site.

123. The nature of the performance prediction is dependent upon the
development status of the test vehicle. For an experimental aircraft, a great deal
of theory and wind tunnel data will have to be used. With a prototype aircraft,
limited qualiiative flight experience and quantitative test data are usually available.
Fully developed aircraft generally have the basic characteristics defined for
conventional flight regimes and the task is one of extrapolation into unusual flight
conditions. The magnitude of the prediction effort can vary greatly; however,
emphasis must be placed on items which will most strongly influence flight safety.
The predictions are in terms of parameters that can be verified by analysis of
flight data. It must also be remembered that a successful prediction technique is
one of continual updating on the basis of information gained in each test effort.

124, Stability and control data are used to calculate the expected angular
motion after a power reduction and to assess the recovery capability. The difference
between control positions in powered flight and in a steady-state descent provide
insight to the imbalance that will be generated by the power reduction. Figures 51
and 52, appendix F, show typical trim changes and longitudinal controllability
characteristics of the UH-1C helicopter as documented in reference 11,
appendix A. A comparison of the test results in table 5 and the calculated response
shows the test situation to be generally less critical than the calculated values would
indicate.

The lower test values are most probably caused by the siow engine torque reduction
and the residual power which, in effect, gives something less than a step change
in the aircraft force balance.

Table 5. Comparison of Test and Calculated Aircraft
Response to Tower Reduction.’

SETRANORA S T RN R A T RN SR gy S v T

Angular
Acceleration Angular Rate Attitude

(deg/sec?) (deg/sec) (deg)

Axis
Calculated | Test Calculated | Test Calculated | Test

Pitch 4.5 2 3.75 0.5 1.3 0.25
Roll 9 6 4.5 3 2.5 1
Yaw 16 10 8 8 3.5 4

'rue airspeed.
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125. In the low-speed, low-altitude flight regime aircraft energy exchanges are
very limited and thus, conservation of rotor energy is of primary importance. For
other areas minimum rotor speeds may have flying qualities or structural load
implications. The expected rotor speed decay is calculated as shown in reference 19,
appendix A. A delay time equal to that required for rotor speed to decay to the
minimum steady-state value is a reasonable limitation for the initial tests. The
importance of rotor speed decay is evaluated during the flight tests and the
limitation is adjusted accordingly.

126. Control positions and control power data are used to determine motions
or attitudes from which a recoverv can be accomplished. A desirable percentage
of control margin is selected and is subtracted from the total control available
to obtain the extreme that will be reached during the recovery. The difference
between the recovery limit and the power-on control position can be used to
obtain the control available to the pilot. The delay time is then limited so that
the motions generated during the entry are not larger than can be corrected with
the control available.

127. Engine acceleration information from calibrations or flight tests can be
used in conjunction with steady-state descent performance to estimate power
recovery height above the ground, e,

Recovery height = Rate of descent X engine acceleration time
The initial calculation does not include height required to overcome momentum
and must be adjusted as information is gained concerning rotor acceleration, thrust
response, and flight path changes. Details concemning aircraft and test site
preparation are presented in reference 16, appendix A.

Analytical Methods

128. The minimum flight program is obtained by predicting performance and
then conducting confirmatory tests. The inadequacies of theory are overcome by
basing the calculations on actual performance of the test vehicle. An ideal analytical
method would be one that predicts all aspects of the power reduction, autorotation,
and landing. This wonld include aircraft angular motions and the effect of, or
requirement for. pilot input. Mathematical models were developed which used the
flight test data in an empirical fashion. These models are described in appendix E.
Of particular interest in using the models is the fact that the effects of individual
flight variables can be isolated. Technique can be maintained constant while
changing altitude, gross weight, initial airspeed, etc. The technique can also be
systematically varied while keeping the other parameters constant.

Three-Dimensional Model Usage:
129. The three-dimensional modei was designed to make predictions for H-V
curves in cither of two ways. A total autorotational maneuver could be optimized

or it could be broken into segments which are individually optimized. In either
case, the analytical techniques would be similar,
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130. The mathematical model is initially run at some sample flight condition
(airspeed, rotor speed, climb, acceleration, attitude, engine power, etc.). The engine
power is then diminished at a predetermined rate to simulate any mode of engine
failure. The aircraft is then stabilized as rapidly as possible using the appropriate
controls. The maximum allowable delay time is determined by fixing all controls
and noting at what time 90 percent of available control was needed to effect a
recovery. This constitutes the entry segment. Technique for stabilizing attitude is
largely trial and error, using the available flight test data as a starting point. The
desired result is to stabilize the aircraft with the least altitude loss.

131, The next flight segment (pushover and acceleration) is intended to attain
flare airspeed with the smallest height loss. Again, technique is largely trial and
error and is heavily dependent on initial velocity and accelerations. Establishing
optimum technique is an arduous task because of the many ways flare airspeed
can be attained. Because optimum performance is sought, steady-state descent will
not be included in the dive portion. In fact, the flare should begin somewhat prior
to reaching flare airspeed so that aircraft acceleration will carry it just to the flare
airspeed.

132, The cyclic flare is intended to slow the aircraft's forward speed, increase
rotor speed, and also slow vertical descent. Once the flare has been accomplished,
the aircraft will be outside the avoid area where a safe landing is assured and
modeling is not necessary.

133. As developed, the three-dimensional model is not of sufficient accuracy
to predict a satisfactory H-V diagram. The reasons for the inaccuracies, as well
as difficulties encountered while using the model, are discussed in appendix E.
However, it can be used to provide information on selected items such as flare
performance. Since a cyclic flare is basically a iwo-dimensional maneuver with only
one control input, it is especially adaptable to partial correlation. Partial correlation
is not, however, an entirely adequate modeling technique as it relies too heavily
on flight test data which are not appropriate to the point being flown. Once the
correlation equations and coefficients are established, the flying of the model should
be completely independent of prior flights. The data presented in appendix E show
the effects of airspced variance on flare performance using partial correlation and
an identical pilot technique. The 50-KTAS test case agrees well with the calculated
performance. The calculated curve shows the expected results with airspeed changes
and the trends are similar to the results presented in figure 21, appendix F. The
requirement to change technique with airspeed is well illustrated by the rotor speed
loss with flare at low airspeeds and the excessive pitching that would result at
airspeeds above 60 KTAS.

Two-Dimensional Model Usage:

134. The inability of the three-dimensional model to predict usable H-V
diagrams led to the development of the two-dimensional model described in
appendix E. The parameters required for the flight path input option are the power
provided by the engine at the rotor hub and a time-dependent ilight profile for
a total autlorotationai maneuver. The output is e rotor speed, ihrusi, and pitch
attitude that would be required to effect such a flight profile.
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135. The modification of existing flight profiles can be most easily done by
proportionately "shrinking" time and vertical and horizontal distance. This method
is not applicable in the high-speed region, since the technique could vary too greatly
with height above ground. For example, the pilot could climb if he was very low,
or maintain altitude if he was moderately low and wanted only to decrease airspeed
or build rotor inertia. However, the technique of “shrinking" the flight path for
those points zbove the knee of the H-V diagram is valid because of the relatively
constant shape of the flight path from entry in that area.

136. Test points obtained while experimentally developing the H-V diagram
were used as base-line data to predict performance with other techniques. The
method used was to establish a flight path for autorotations at different heights
above the ground and then allow the model to predict pitch attitude, rotor speed,
and main rotor thrust. Results are shown in appendix E. From predictions such
as these it is possible to cstablish a particular limit and then obtain the resultant
performance. Another approach is to set a required performance value and then
consider the necessary aircraft motions required. It should be noted that possible
flight paths produce consistent realistic sets of data, whereas impossible flight paths
produce random data which are clearly unrealistic. Thus, an optimum can be
inferred from the model predictions. An experimental H-V diagram compares
favorably with several H-V curves generated by the two-dimensional model shown
in figure AA, appendix E. It should be noted that as the entry airspeed increases
from a hover, the nose-down pitch attitude in dive becomes less important with
respect to the performance that can be obtained.

137, The flight test portion of an H-V program should concern itself with
obtaining smooth, efficient flight profiles at various airspeeds and at an altitude
that will allow power recovery. These flight profiles would then lend themselves
to modification for input to the two-dimensional model.

Flight Tests

138. The predictive flight tests provide data concerning the man/machine
relationship and document the aircraft response to control applications, operating
conditions, and atmospheric variables without performing -V touchdowns. Each
phase of the autorotation and landing maneuver must be examined prior to
accomplishing H-V landings to ensure understanding of the pilot requirements and
aircraft performance limitations. Care must be used to obtain data at the extremes
of the flight envelope or operating conditions as well as to the limits of expected
pilot performance. The data may be qualitative or quantitative, depending upon
the scope of the program and the depth of analysis needed. The tests should be
conducted in a manner which will produce data suitable for comparison with any
predicted results or to further analytical efforts. Table 6 shows an outline of the
complete test matrix which may be necessary.

139. The first test in each arca is conducted at the conditions expected to
be least critical with respect to flight safety. The build-up parameters are then
increased in degree of criticality while observing the change in the limiting
parameters. Qualitative pilot comments and analysis are used to update the
iomstbndimeorn ned $not nmemdidinnn MNanaealles tnnt enntslbn 20iill cmncenis Alicnicndine O
MNIILARIVIID ailU L0 VWREIMIBLIVLLIO. u\.u\.xun_y, SWOL 2LOIILD Yl }l\.lllllt Cilatisalivil U
many items initially listed in table 6.
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140. The autorotation and landing maneuver is extremely dependent upon
pilot technique and thus, the pilot's comments are of particular importance. These
comments should establish a pilot tolerance in terms of how long he will delay
recovery. what motions or attitudes are acceptable, what control motions are
acceptable, and how these items correlate with the aircraft capability. The test

! pilot must make a judgment as to how his performance compares with training
criteria and what is expected of field aviators. A most desirable approach is to
obtain data on how operational pilots conduct an autorotational maneuver. From
these varied judgments and data, a technique is established which will generate
H-V curves that are realistic and usable by the operational pilot.

141. After the predictive testing and modeling have been completed, the
autorotation and landing performance with the recommended technique should be
demonstrated for the aircraft operating and flight envelope by accomplishing actual
H-V landings from entry points along the predicted curve.

DEMONSTRATION REQUIREMENTS

General

Solg o SR 0

142. Those who conduct the tests must demonstrate the aircraft capabilities
or recommended performance to the procuring or user agency. The demonstration y
should provide all necessary information concerning structural integrity, safety of
flight, or envelope limitations in terms of adequate control margins and suitable
pilot techniques. All possible aspects of operating conditions, mission requirements,
and pilot proficiency should be considered. The demonstration should be a
combined engineering review and flight presentation. The engineering portion
includes experimental results, calculations, or theoretical analysis. Documentation
should be available to support the technical methods used in the engineering effort.
The flight demonstration should not include any further investigative testing and
should be devoted to areas which provide maximum information with minimum
risk.

4R B Ak MY Y

Demonstration Conditions and Procedures

143. The terms and definitions of the demonstration must be fully documented
and clearly understood by all participants. The demonstration must consider the
expected aircraft operating environment and mission requirements, including landing
terrain, surface wind, gross weight, altitude, rotor speed, and cg location. The

' demonstration should be at the mos{ critical conditions possible while maintaining
a safety margin for the demonstration aircraft and personnel. The touchdown gear
loads and forward speed must be specified. Pilot technique should be reviewed
for items which are unusual or contrary to normal practice. The demonstration

] pilots should have sufficient experience to assess theoretical or experimental
information in terms of operational missions or situations which were not
specifically tested. Qualitative pilot comments are necessary to evaluate suitability
in terms of expected pilot proficiency. The aircraft motions and pilot inputs should
be quantitatively recorded.
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Aircraft Limitations

144, Since an .engine failure can occur at any operating condition or during
any pilot activity, the aircraft flight envelope and limitations must be clearly
specified. The reason for each limit must be stated and supported with quantitative
data. Minimum rotor speeds during entry and the associated structural loads must
be considered. Control input needed to recover should be assessed in terms of
aircraft control moments and angular motions. Degraded control response during
low load factor may be a consideration during pushovers. Rotor acceleration during
the flare, maximum allowable rotor speed, and any thrust limits must be thoroughly ;
discussed. Rotor/fuselage clearance may also be a factor. Stability augmentation
systems and their input to aircraft motions during an engine failure should be
fully documented. The pilot technique should consider any devices which limit
control input.

VTR L L SO Shtadt i St

Flight Demonstrations

145. Prior to flight demonstrations, all conditions, procedures, and limitations
must be reviewed to ensure adequate flight safety margins. The demonstration
points will be at the most critical corners of the envelope. The minimum
demonstration points will be from high hover, low hover, minimum flare airspeed,
the envelope maximum airspeed, and at maximum power climb at best-climb
airspeed. The demonstration aircraft should be at the specified mission configuration
and atmospheric and operating conditions.

ey S PR

146. The aircraft response to engine failure should be demonstrated. This
includes identification of critical axis and primary cues. The allowable delay time
should be evaluated in terms of flight regime or operating conditions. In no case
should it be necessary to move the critical control sooner than 0.5 second after
the power reduction. The recovery should not violate a 10-percent control margin 3
on the critical control. There should be no control requirements which are not
in natural response to aircraft motions nor should there be undue pilot concern
with rates or attitudes during the recovery.

LES TR YRL e L

147. The dive, flare, and landing techniques should be demonstrated. During 4
the pushover, the longitudinal control should not be within 10 percent of the %
forward limit for the most critical cg location. In addition, for pilot comfort the ;

change in vertical acceleration at the pilot station should not exceed 0.5g. The p
flare should not place the longitudinal control within 10 percent of aft iimit for
a most forward cg location, and a similar forward control margin should exist
when the aircraft is leveled prior to landing. The maximum collective application
should leave a 10-percent margin and at touchdown the minimum rotor speed
should not be less than the allowable transient limit.

S

AN o

Presentation

148. The data presentation should consist of a handling qualities section and

a performance cection The handling qualities section should outline the cues for

various types of engine failure and the expected aircraft response to the power
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reduction. Recovery, dive, flare, and landing techniques must be presented in detail
for all conditions and flight regimes. Any technique variations with operating
conditions or landing terrain should be carefully noted. The performance should
show the areas from which a landing can be accomplished and the particular
conditions or limitations associated with the performance shown. Performance is
presented in terms of atmospheric conditions, gross weight, and configuration. A
typical listing of the various considerations should accompany the performance

curve as follows.
a.  Operating limitations:
(1) Gross weight - Not morc than pounds.

(2) Density altitude - Not more than feet.

(3) Landing surface - Vegetation , bearing ratio , coefficient of

friction not more than
(4) Surface wind - knots (headwind component).
(5) Rotor speed - Not less than rpm at power reduction.

(6) Touchdown rate of descemi (entry from knee and above) - __ _ feet
per second or percent gear limit.
(7) Forward airspeed at touchdown - Not to exceed knots.

(8) Sliding distance (entry from knee and above) - Not to exceed _ feet
for airspeed for a specified surface.

b. Pilot tecinique:

(1) Delay time - ___ seconds on all flight controls.

(2) Dive pitch attitude - Not to exceed ____ degrees.

inches per second.

(3) Rate of control input - Not to exceed
(4) Control margin - Not to violate 10 percent remaining.

(5) Flare attitude - Not less than ____ degrees.

(6) Recommended deceleration and flare airspeed - Not less than _____ knots.

(7) Probability of safe landing - percent, based on 0.5 second deviation
of time delay or airspeed and 5 degrees attitude variation.
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149. The "known risk" method assumes that there is a degree of risk associated
with operating the aircraft in any flight condition. Thus, a mission or flight
maneuver can be assessed in terms of pilot requirements and aircraft capabilities.
Figure X gives a graphical representation of a "known risk" H-V diagram.

Area Where Area From Which
Safe lLanding A Safe Landing
Is Probable Should Result

/ / Minimum
AREA / Risk
WHERE/ Take-0ff{
/SAFE/ And Climb
sLANDING 1S

+IMPROBABLE

7

HETGHT ABOVE GROUND

A

A1RSPEED

Figure X. Probability Performance Presentation.

The inner curve represents the maximum performance that can be obtained under
ideal conditions with optimum pilot technique. This performance is not repeatable,
and is calculated or estimated rather than demonstrated. The 90-percent risk area
represents a performance area that is repeatable by a test pilot in a controlled
environment with a certain amount of margin for technique variation. This is
equivalent to the maximum performance that is attained during conventional H-V
engineering flight tests. The 5C-percent risk area is a performance area which can
be casily and consistently demonstrated under controlled conditions. This is the
area where experienced pilots should perform after the technique has been
demonstrated. This may also be the highest risk area that operational pilots can
realistically be expected to master without specialized and very detailed training.
On the basis of present training and proficiency levels, the 25-percent risk area
may be the performance area which is most common to the operational pilot.
Their training and expericnce has primarily been limited to performing power-off
landings from steady-statc descents. This, in effect, gives them experience in the
safest portion of the H-V curve and provides little insight to the more critical
conditions. The pilot technique, limitations, or conditions must be specified for
each of the risk levels presented.
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150. The "probability” presentation in figure Y shows three areas and the
expected performance from engine failure in each.
B
2]
i

Degree
of
Risk

HEIGHT ABOVE GROUND - 1

ATIRSPEED

Figure Y. Known Risk Performance Presentation.
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The size of the shaded area can be chosen to encompass any desired level of
performance. Within the shaded area are various degrees of risk where some pilots
under certain circumstances could make a safe landing. Extreme care inust be taken
to ensure that the area is not so small as to demand unrealistic performance or
so large that credibility is lost. The area where a safe landing is probable is bounded

WAAYE Mm% 4 Rna A B

by the low-speed shaded area and the minimum-risk takeoff and climb-ou: profile. 3

The technique and probability must accompany the performance presentation. i

:

151. The final portion of the presentation is a recommended training program. §

The training program should outline the flight training needed to achieve the i

performance demonstrated or that required for any recommended performance 3

level, §
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CONCLUSIONS
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GENERAL

A

152. Separating the H-V maneuver into the various phases best allows
evaluation of aircraft behavior and performance in terms of pilot cues, technique
requirements, and pilot tolerances. General aircraft responses are readily apparent
and pilot response or desires are well defined. Modeling techitiques were partially
successful and formed a valuable part of an improved methodology. Improved data
presentations can be developed to more fully inform the pilot as to the performance
available, the associated risk, and the necessary pilot actions.

AR e Ml

ENTRY TO AUTOROTATION

s sl

o

153. During entry the pilot recognition of power loss and proper control input
1s most critical at the extremes of the envelope. Specific characteristics noted during
the entry phase include:

(e T o P PR

a. The aircraft response, pilot cues, and allowable delay time will vary
significantly with the nature of the power reduction (para 18).

b. Power reduction by rapidly moving the throttle to flight idle may not
provide the pilot with the most severe case of engine failure (para 20).

c. Engine failure characteristics are not sufficiently documented to allow
testing or calculations for all expected aircraft response (para 20).

L4 200 3 N R L SV e 3R

il

d. Qualitative pilot opinion and quantitative reaction of various pilots is
in close agreement in areas where delay time is criticai (para 27).

e. Recognition of engine failure in hover is most rapid and positive when
lateral accelerations at the pilot station are above 0.05g (para 27).

f. The maximum allowable pilot delay time at a particular flight condition

is determined by the aircraft response about a particular axis (paras 27
through 31).

it LB Bt e Bl

g For the UH-IC, recovery on the basis of pilot tolerance leaves
considerable control margin cxcept at the critical high airspeed (para 43).

i A

h. The low rotor speed warning in the UH-1C is far too slow to adequately .
warn the pilot that the engine has failed (para 43).

e, b (e ke
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DIVE

154. The dive portion is of particular importance because it constitutes the
greatest altitude loss during an H-V maneuver and is in an area with which the
pilot is least familiar. Significant conclusions revealed by the evaluation are as

’ follows:

|
i
|
!
B
.

a. The pilot judgment of pushover requirement is most difficvlt in the
critical low-speed flight regime (para 45).

b. Maximum pilot tolerances during pushover were 18 deg/sec for pitch rate
and 32 degrees nose down for pitch attitude (para 48).

¢. Termination of pushover was based on approximately 0.5g normal
acceleration (para 48).

it

d. During the acceleration airspeed must be closely monitored to prevent
exceeding the target flare airspeed (para 57).

- FLARE

155. Judgment of flare height and the amount of flare required in conjunction
with timing of cyclic and collective controls generates a situation which is most
conducive to pilot error. The flare tests produce the following conclusions:

a.  Flare attitudes in excess of 30 degrees nose up were uncomfortable and
restricted forward visibility (para 69).

b. Cyclic flare effectiveness decreases with lower airspeeds and at airspeeds
below the minimum effective (35 KTAS for the UH-1C) generates a duwnward
acceleration (para 70).

c¢. Flare effectiveness decreased with higher density zaltitude and the flare
must be accomplished higher above the ground (para 79).

d. Increasing gross weight from 7000 to 800C pounds requires a higher flare
airspeed or a longer flare duration (para 80).

Bt ot D S B B s RS B st s RSO S Adi f

e. Increasing the rate of flare improves the flare effectiveness, with the gain
' being proportional to the flare airspeed (para 82).

f.  Technique for flares from accelerating and steady-state autorotations was
essentially the same (para 85).

bt o

g. A given flare from accelerating autorotation produces a greater rotor
speed and thrust gain than when accomplished from a steady-state autorotation
(para 85).
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LANDING
156. In the landing phase, the pilot has the fewest options and the touchdown

rate of descent is mostly dependent on jugicious application of collective pitch.
Notable items during the !anding phase are as follows:

a. Hover autorotation touchdowns in excess of 2 ft/sec were uncomfortable
an? created concern as to whether a hard landing had occurred (para 97).

b. Dunrg a hover landing, a more rapid collective input increased thrust
generated and m.i. quickly slowed rate of descent (para 98),

HEIGHT-VELOCITY TESTING

157. Testing each individual phase separately provides data which allow the
total H-V maneuvers to be accomplished more safely, more quickly, and in a manner
which will yield more informative H-V diagrams. The H-V tests led to the following
conclusions:

a. Safc conduct of experimental H-V diagrams is most dependent on the
ability vo assess the criticality of each condition (para 107).

b. As test points near the maximum performance H-V diagram, the testing
effort and degree of risk increase very rapidly (para 108).

c. When accomplishing a power reduction, autorotation, and landing as a
continuous maneuver, the pilot task ic considerably more difficult than when
performing each phase individually (paras 110 through 114).

d. Summation of height required for the various phases compares favorably
with results from a total maneuver (para 111).

e. Obtaining maximum performance requires techniques that are beyond
normal pilot desires and for which special training must be provided (paras 113.
114, 119, and 120).

f.  Sequencing pilot actions for each phase of the H-V maneuvers provides
the pilot with grestest safety and minimum pilot workload (para 115).

TEST METHCDOLOGY

158. The maximum benefit of H-V testing with a minimum of risk and flight
operation is obtained with a methodology which stresses analytical techniques prior

60
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to the flight tests and concludes with a comprehensive demonstration and
presentation effort. Observations drawn from test results include:

a. Using stability and control data to predict aircraft reaction to power
reduction produced calculated results that are mcre severe than those obtained

during the entry tests (para 125).

b. fhe three-dimnensional model is not of sufficient accuracy to predict a
satisfactory H-V diagram (para 134).

¢. Using empirical data, the two-dimensional model predicts H-V diagrams
which agree well with flight test results (para 137).

d. An H-V maneuver can easily be separaied into the various phases and
each examined in tum to determine flight characteristics, aircraft performance, pilot
techniques, and a predicted H-V diagram with a minimum of flight hazard
(para 139).

e. A demonstration of the recommended power loss emergency procedure
is necessary for the user to adequately understand the many variables which
influence any specified performance (para 143).

f. Recommended H-V diagrams should be accompanied by a detailed listing
of all conditions needed to achieve the specified performance (para 143).

g. Presenting some indication of perfonnance levels and pilot requirements
allows the pilot to realistically assess the risk associated with a particular operating
condition (paras 150 and 151).
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RECOMMENDATIONS

159. Engine failure modes should be defined for all helicopter models in the
Army inventory (para 20).

- - 1, i
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160. All entr’ tests should be conducted in a progressive manner which will
provide information concerning the most critical aircraft response to power
reduction (para 23). :
161. Pilot training should be oriented to provide the operator with the
expertise nccessary to cope with the most critical aircraft response (paras 24, 28, :
30 and 31).

162. The maximum pilot delay time used in determining the H-V diagram §

should be defined in terms of the critical control parameter (para 21).

163. The maximum pilot delay time should be limited to generation of a 0.5g
lateral acceleration or rates and attitudes which require less than 90 percent of

the control remaining to make a recovery, or prevent exceeding the minimum
transient rotor speed (paras 28, 30 and 31).

e B oA A

164. An engine failure warning device should sense the quickest indicator of

engine failure and the pilot should be presented with a visual display and an aural
warning (para 22).

165. Minimum flare effective airspeed should be clearly defined and the
operator's manual should reflect that flares at lower airspeeds will significantly
decrease the performance available (paras 69 and 70).

166. The detrimental effects of increasing gross weight or density altitude on
flare should be presented in the operator's manual (paras 79 and 80).

167. Landing gear capability to withstand horizontal loads should be

determined and used as a criteria for landing speeds in various types of terrain ;
(para 103). :

[CTp—.

168, The improved H-V testing methodology should be applied to all future
efforts (para 122).

169. Appropriate military specifications should be revised to reflect the results
of this investigation {paras 144, 147, 148, and 149).
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APPENDIX B. AIRCRAFT DESCRIPTION

T R T R . st
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GENERAL

1. The UH-1C/540 rotor helicopter is a general utility helicopter suitable for
a variety of miscions. Several armament kits may be installed.

2. The test helicopter, USA S/N 63-8684, was a standard UH-1B modified by
incorporating the 540 rotor and related systems.

MAIN ROTOR SYSTEM

3. The 540 "door-hinge" rotor system is a two-bladed semirigid system with
a flex-beam hub. The flex-beam hub is a broad. thin steel plate by which the
rotor system is given high in-plane stiffness, but soft flapping restraint. Rotor
centrifugal loads are transmitted to the flex-beam by a multiwound wire
torsion-tension strap. Control inputs about the feathering axis are imparted through
a pitch horn located at the hub trailing edge. The feathering axis bearing resembles
a door-hinge concept. A conventional stabilizer bar is used. Torque is transmitted
to the rotor through a splined trunnion which also provides the teetering movement.
Both the trunnion and feathering hinge bearings, as well as o1l other rotor head
bearings, are teflon and require no lubrication. No collective counterweights are
used.

S i el A S0 T e el e M S B A A A s R AR B T

FLIGHT CONTROLS

4. The primary flight controls include the cyclic control stick, coliective control
stick, and directional control pedals. All flight controls are mechanical and are
hydraulically boosted. Force trim is provided for the cyclic stick to provide force
gradients in the boosted systems.

o,

5. The clevator is an inverted airfoil giving a nose-up pitching moment at forward
speed. The angle of incidence of the elevator is variable through an interconnection
to the longitudinal cyclic stick. The vertical fin is cambered to give a nose-left
yawing moment at forward speed. This yawing moment reduces the amount of
left pedal required to balance rotor torque at high speed.
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AIRCRAFT DIMENSIONS AND DESIGN INFORMATION

T T T T T TR &y

Overall Dimensions

Aircraft length (rotor turning)

Fuselage length

Maximum fuselage width (horizontal stabilizer)
Minimum rotor ground clearance

Main Rotor

Rotor diameter
Chord
Airfoil

Twist

Disc area

Blade area

Solidity ratio

Rotor inertia

Preconing angle

Collective pitch travel (25 percent radius)
Longitudinal cyclic travel (hub yoke)
Lateral cyclic travel (hub yoke)

Aircraft Weights and Moments of Inertia

Detail specification empty weight (FY 64)
Design gross weight
Moment of inertia, 6800 Ib, cg at FS 131.50,
BL .06, WL 61.20
Ix
I
I ‘

Datvm Reference Line

Fuselage station

Buttline
Water line
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52 ft, 8.84 in.
36 ft, 6.35 in.
9 ft, 4.0 in.

5 ft, 10.5 in.

44 ft, zero in.

27 in.

Special 0009 1/3%
symmetrical

-10 deg

1520 ft2

49.5 ft2 per blade
0.0651

2800 slug-ft2

2.75 deg

Zero to 20 deg
14 deg

+10 deg

4842 1b
6600 1b

2738.47 slug-ft2
9037.80 slug-ft2
7348.39 slug-ft2

7.6 in. aft of tip
of nose bubble
protrusion

Aircraft center line
Base of skids
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FLIGHT LIMITS

Center of Gravity

Forward cg

Aft cg

Airspeed
Below 7500-1b gross weight

8500-1b gross weight

9500-1b gross weight

Rotor_Speed

Power on

Power off

Maneuvering Flight Load Factors

SR A e Wi QRS e e e i =

At 6600 1b gross weight + 3.0
At 9500 Ib gross weight + 2.08

Main Transmission Power Limit

H
At 314 ipm
7
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FS 125 at 8150 Ib.
Varies linearly

to FS 126.7

at 9500 Ib

FS 138 at 7000 Ib.
Varies linearly

to FS 132.0

at 9500 1b

140 KCAS from sea
level to 3000 ft

Hp. Decrease

3 KCAS per 1000 ft
above 3000 ft HD
130 KCAS from sea
level to 3000 ft

Hp. Decicase 3 KCAS
per 1000 ft above
3000 ft HD

125 KCAS from sea
level to 3000 ft HD.
Decrease 3 KCAS
per 1000 ft Hp

294 pm
374 ipm
294 pm
339 mpm

0.5
-0.35

1100 shp
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APPENDIX C. INSTRUMENTATION

GENERAL

1. The test aircraft was instrumented to sense the operating conditions and
motions during steady-state and dynamic autrorotational maneuvers. Linear
acceleration sensors were installed at the aircraft cg and at the pilot station for
a comparison of angular motion effects on the pilot sensory cues. A swiveling
pitot-static airspeed sensor was mounted on a boom extending 96 inches from
the nose of the aircraft. Angle-of-attack and angle-of-sideslip vanes were also
mounted on the boom. The airborne data were recorded on a 50-channel
Consolidated Electronics Corporation oscillograph. Selected test variables were
displayed on instruments mounted in the pilot and engineer instrument panels.
Ground station equipment was used to measure atmospheric conditions near the
runway and the aircraft flight profile was photographically recorded by a Fairchild
Flight Analyzer.

AIRBORNE INSTRUMENTATION

2. Data obtained from instruments mounted in the engineer instrument panel
were primarily used to monitor test progress and ensure data validity. The
information on the pilot panel was used to accurately establish the desired
conditions and provide real time engineering data. The following parameters were
displayed.

Engineer Panel

Standard system airspeed

Standard systers altitude

Ambient air temperature

Engine torque

Fuel-used totalizer

Oscillograph correlation counter

Photopan ' counter

Vertical accelerometer with "maximum value recording needle"”
Engine speed

Rotor speed

Oscillograph

Engincer cvent marker
Pilot event marker
Camera blip

Voltage monitor

Collective stick position
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Longitudinal stick position
Pitch attitude

Pitch rate

Angle of attack
Longitudinal acceleration (cg)
Lateral a<celeration (cg)
Normal acceleration (cg)
Left gear deflection
Right gear deflection
Lateral stick position
Pedal position

Roll attitude

Rol! rate

Yaw attitude

Yaw rate

Angle of sideslip

Rotor blip

Touchdown velocity
Throttle position

Lift link

Pilot lateral acceleration
Pilot verticai acceleration
Rotor speed

Yaw angular acceleration
Roll angular acceleration
Pitch angular acceleration

Pilot Panel

System airspeed (boom)
System altitude (boom)
Radar altimeter

Rotor speed

Collective stick position

T F T R R B i T e T

Landing gear load indicator with "maximum value recording needle"

Engine tachometer
Exhaust gas temperature

Photopanel

Standard system airspeed
Standard system altitude
System airspeed (boom)
System altitude (boom)
QOutside air temperature

Torquemeter
Rotor speed
59
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Gas generator

Exhaust gas temperature
Fuel-used totalizer

Stop watch

Engineer event

Pilot event

Oscillograph correlation counter
Landing gear load indicator

ST RSN A et

GROUND EQUIPMENT
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3. The pressure and atmospheric temperature conditions were recorded at a
ground station. Wind speed and direction were measured at 5 feet above ground
level. The flight profile recorded by a Fairchild camera shows only height and
distance and does not include lateral motion of the helicopter.
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APPENDIX D. TERMINOLOGY

The following list defines terminology used in this report.

’ Symbol

a

ar

B

R e T W PR R S Rt B e

R B SN A BN LAt

o M B

" Y

sbs

SRR VRN R PLCIES

St o

[y

P

RN

oy

.
~

2y
A NS A B e e

Definition Units Equation_

Angle of attack of aircraft deg or rad
Calculated angle cf attack deg or rad
of rotor tip path plane

Angle of sideslip of aircraft; deg or rad

positive right, negative left

Lateral control position inches

Collective control position inches

Longitudinal control position inches

Directional control position inches

Pitch attitude: positive nose deg or rad

up, negative nose down

Blade twist deg or rad

Inflow ratio - (V sina; - »)/QR
Advance (or tip speed ratio) - (V cosar)/SIR
Induced velocity ft/sec

Air density slug-ft3

Rotor solidity - be/nR

Roll autitude: positive right, deg or rad

negative left from level

Yaw attitude: positive right, deg or rad

negative left from original heading

Main rotor speed radian/sec

7
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Abbr viation Definition Units Equation
A Acceleration ft/sec2
Adisc Area of disc or effective ft2 7R2 or 7R2B2
disc area
AS Airspeed KTAS
a Slope of rotor blade lift curve -
B Tip loss factor - :
:
b Number of blades - ;
c Blade chord feet ;
o)) Drag coefficient - FD/(1/2pAdiscV?2) ?
Cp Power coefficient - (P + Po)pAdiscVtip3) *
6y Thrust coefficient - FMR/(AdiscPVtipz) ;
k:
£
D Distance traveled feet 4
g
:
F Force pounds g
M
g - Acceleration of gravity 32.2 ft/sec2 f
3
I Moments of inertia of rotor slug-ft2 §
i Ixx, lyy, Moments of inertia of aircraft slug-ft2
; Iz less rotor 3
z KE Kinetic energy ft-1b KEMR = 0.5192
and 3
KEAC = 0.5MV
m Mass of aircraft slugs . 3
2
NR Main rotor speed rpm (refer %
to Q) 3
!
Pi Induced power: power required HP or FMRVi 3
| to produce thrust ft-1b/sec 5
g
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Abbreviation Definition Units Equation
Po Profile power: power required HP or
to drag rotor blades through ft-lb/sec
the air
Pp Parasite power: power required HP or FpV
to overcome aircraft drag ft-b/sec
Psft Engine power available at main HP or
' rotor hub after transmission ft-Ib/sec
and accessory losses
PE Potential energy ft-1b mgh
Q Torque ft-1b
R Blade radius feet
S Fusclage wetted area ft2
T Thrust pounds
TILT-X Longitudinal tilt of the
thrust vector in the shaft radians
axis: positive aft, negative
forward
TILT-Y Lateral tilt of the thrust
vector in the shaft axis: radians
positive right, negative left
Vv Velocity ft/sec
Vtip Blade tip speed ft/sec QR
w Aircraft gross weight pounds
Subscript Definition
D Drag

p, S, or g Principal, shaft, or ground reference system

) X, ¥y, or z Longitudinal, lateral, or vertical
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5 Subscript Definition

MR Main rotor

N Normal ;

TR Tail rotor
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APPENDIX E. DATA ANALYSIS

¢
i
2

BASICS OF AUTOROTATIONAL FLIGHT MANEUVERS

General
3
1.  Autorotational flight maneuvers, including each phase, can be described in %
terms of energy and power. The following explanation represents a nelpful summary 3
to aid in understanding of autorotational flight. §
Powered Flight ]
2. In powered flight, shaft horsepower is supplied to the main and tail rotors
to compensate for rcror power required (induced power (Pj) and profile power 3
(Po)), fuselage parasite drag power (Pp), and changes in the energy state of the k
aircraft. Increasing the shaft horsepower above that required for steady level flight ¢
will cause the aircraft to climb (increase potential energy (PE)) or increase airspeed E
(kinetic energy (KE)). In equation form, the power relationship becomes:
dE
Po., =P + P, T (1)
Sft R P+ dc ‘g
Where: <
Pgft = Engine power available at rotor
;;
Pr = Rotor power required = P; + P ]
dET _ :
yTa Timec rate of change of total aircraft energy
Total energy is made up of potential energy, aircraft kinetic energy, and rotor
rotational energy (KEMR): i
dKE dKE 3
P, AC MR dPE )
Sft = P =P + + + are 2
S Sft ot F Pp ae T Tdt T de 2 3
A more detailed development of cquation 2 can be found in reference 24,
appendix A, and in the data processing section of this appendix. The basic
assumptions in the above relationship are that (1) tail rotor power required (Pj

: and Po) and tail rotor moment of inertia are negligible compared to the main
rotor variables and (2) fuselage rotational energy and rates of change of energy
are also negligible (test data indicated that power from fuselage rotational energy
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was less than 10 shp at all times). For the purposes of this discussion, including
these variables does not contribu“~ to understanding autorotational flight.

3. In conceptual form, the power relationship becomes a system which absorbs

power (Psft), loses power to the environment (P OST), and has a measurable energy
state as shown in figure A.

/’Losr
KE,PE_——)

/

Pey

Figure A. Power and Energy Relationships.

4.  When the power absorbed equals power lost, the sum total of the energy
states remains constant. The power lost to the environment is due to the inefficiency
of the system in producing thrust (Pj), dragging the blades through the air (Po),
and dragging the aircraft through the air (Pp). Power lost is not retrievable, which
becomes very important and will be discussed later,

Autorotational Flight

5. In autorotational flight Pgft becomes zero when engine shp is lost. The power
balance relationship then requires ne aircraft total encrgy to decrease at a rate
equivalent to the power lost to the environment:

dE,

dé‘ = (3)

“Prost

Recognizing that ET is the sum of the aircraft's kinetic, rotational, and potential
energies, equation 3 can be used to explain four phases of autorotational flight
performance.

Entry:

6. During entry, Psft decreases at a rate dependent on the type of engine failure.
Thrust and attitude do not change appreciably during the short entry interval and
there is not a significant force imbalance to cause the aircraft to accelerate (or
decelerate). Therefore, kinetic and potential cnergies remain relatively constant,
The rotor kineiic energy, KEMR, decreases and iends io compensaie foi the
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difference between Psft and power lost. When thrust changes significantly, due
cither to rotor speed decay or aircraft attitude change, the force imbalance will
cause acceleration. These accelerations produce changes in the aircraft kinetic and
potential energy levels. These changes, in most cases, are negative and thus reduce
the need for rotor speed decay to be the sole compensator for the power deficiency.

Instead of

Aty

dc - Frost

KE and PE decrease also, and the rotor speed decay decreases.

KeEgp , ae, e,
dt dt dt LOST

Dive:

The dive phase of the autorotation maneuver follows the same analogy as
the entry phase. In this case, however, the collective pitch is decreased, which
causes a thrust loss. This creates a force imbalance which accelerates the aircraft.
At the same time (for most dive mancuvers), a forward longitudinal cyclic input
rotates the thrust vector forward, and the aircraft pitches downward. The nose-down
pitch and forward flapping (cyclic input) combine to incrcase the horizontal thrust
component and decrease the vertical thrust component, This results in an increase
in both forward (Ax) and downward (A;) accelerations. The amount of cyclic
input and the amount of pitch-down attitude allowed in the dive dictate the
accelerations. As the aircraft begins to accelerate, the kinetic and potential energy
levels change and these power sources become significant. As the aircraft speed
increases, kinetic energy absorbs power similar to the powered flight case. However,
the negative rate of change of potential energy is generally greater than the positive
rate of change of Kinetic energy (especially for the high-altitude, low-airspeed
entries) so that the net result is negative, and the amount of power needed from
the rotor is reduced. Also, as the aircraft is pitched nose down, the angle of attack
on the rotor changes and the Pj + Pg are reduced, which reduces the PLQST tern.
The combination of power from potential energy and reduction of PLQOST allows
the rotor speed to stabilize or, depending on flight conditions, to increase.

2o M e Ry e

)

8. Therefore, in the dive phase, potential energy is exchanged to provide for
the rotor power required. As the rate of descent increases, the rotor speed decay
rate goss to zero and rotor speed becomes stabilized. At this poat. if the aircraft
has not reached the desired flare airspeed, a higher rate of dc..ont is required
to further increase kinctic energy. When the steady-state dive is attained, power
required by the main rotor plus the fusclage parasite drag power will equal the
power gain from potential energy change.
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Flare:

9. In the flare phase of autorotation, a more complex exchange of energy occurs,
As before, there is a decrease in the total energy level of the system due to the
PLOST term. From the dive attitude, aft cyclic is applied, and the aircraft is pitched
nose-up. The increased angle of attack increases rotor inflow and rotor speed begins
tc build (assuming an effective flare airspeed has been reached and no collective
pitch is applied). As rotor speed and the inflow increase, main rotor thrust increases
(increasing Pj + Po). providing a vertical force imbalance which decreases the
forward speed. This loss of forward and vertical velocities lowers the kinetic energy

of the aircraft, producing negative dKEAC which supplies the power to increase
dt

rpm and to overcome the increasing Pj + Po terms. Depending on the rate of
cyclic application and airspeed, the exchange of kinetic energy into rotor rotational
energy can be such that an overspeed condition could exist In a flave, the principle
source of power comes from the decreasing kiretic energy. The more the aircraft
is pitched, causing thrust to be greater, the greater will be the rate of change
in the aircraft kinetic energy, especially for high-speed flares. The excess loss of
kinetic energy must then cause an increase in rotor energy (rotor overspeed) or
potential energy (climb). When the flare conditions are such that loss of aircraft
kinetic energy causes an cxcess of rotational energy, it becomes necessary to increase
collective pitch, which increases Pj + Py and absorbs the excess PKE. However,
the increased collective pitch also increases thrust, which could decrease rate of
descent toc fast or even cause a climb condition. This may not be desirable,
especially if the entry was from the high-altitude low-speed portion of the H-V
curve. Also increasing collective pitch at this time limits the amount of collective
that will be available during the landing. If the flare is initiated before the proper
flare airspeed is reached. then the inflow will not be enough to build the thrust
to a level where the deceleration creates the power necessary to overcome the
rotor power required and build sotor speed.
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Landing:

e

10. The landing phase is much simpler. It consists of an exchange of rotor
rotational energy to dissipaie any rate of descent left after the flare, and to
overcome power required. Once the forward speed has been decreased to the desired
landing airspeed and rotor speed has been increased, the aircraft is leveled and
collective applied. This action causes thrust to increase significantly in the vertical
direction, decreasing the rate of descent to within the landing gear limits. Since 3
thrust is directed almost completelv in the vertical direction, there will not be :
any further deceleration of forward horizontal speed (other than that caused by
drag). Therefore, the flare must have dissipated any forward horizontal velocity
to within the gear limits, Once the landing phase is initiated, it will not be possible
; to further decrease forward airspeed. As collective is applied, the only source of
energy available to compensate for the increased Pij + Po is the rotor rotational
energy, as KEAC and PE are negligible. This causes rotor speed to decrease. What
is critical here is that there are no other energy sources available to supply power
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once the landing phase is initiated. When rotor speed has decreased below some

minimum control becomes difficult and the thrust generated drops considerably

below gross weight. Also critical is the collective control margin left after the flare

phase. If there is not enough collective left, rate of descent cannot be properly

dissipated. Therefore, if the aircraft is not ready for landing and touchdown after
, the flare phase, a crash can be expected.

Summary

11. Several generalizations are »ossible through this simple analogy of
autorotational flight. First, is the importance of the total energy and power-lost
variables. It takes a certain amount of time to lose altitude and effect a landing.
During that time period, the Pj, Po and Pp variables are dissipating energy to the
environment. If the autorotation is flown with a less than optimum technique,
the energy level at flare initiation will be less than would have teen possible, The
greater the total energy of the aircraft at flure initiation, the greater will be the
error margin for the flarc and landing pb.ses.

12. The total energy lost term, or more specifically, the time integral of power
lost in relation to the total energy available at the start of the maneuver is what
cnables the helicopter to land safely (with little remaining energy) after an

autorotational descent. Integrating cquation 3 over the entry time of the ,g
autorotation, the total energy remaining at touchdown (ETpp) is defined as: ;g
™ ;

22 — 4 f

ETD E'ro ﬁLOST dt @) :

t=0 g

Where: 3
ETO is the total energy of the system at the start of the maneuver. ‘

Equation 4 can be further broken down into autorotational phases:

entry dive
N y ol 2 (3] 3
E = [‘J... "fp at - v ac (-; 3
Ty Ty LOST j LOST :
t=0 entry 4
flare ™ 3
- ) . -f{p 4
f st f PLost 4t ]
‘ dive flare 5

Optimal technique includes the minimizing of the integral through the dive phase.
v This assures adequate tine and power to allow a significant error margin during
the flare. Because a low energy touchdown is desirable and because the landing
phase has a relatively narrow window of acceptable technique, the bulk of the
excess power must be dissipated during the flare. Therefore, from a purely energy
viewnoint  an inefficient flare is desirable (after assuring adequate rotor speed).
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13. As the entry condition approaches the H-V curve ETq generally decreases.
To effect a safe landing (minimal ETpp) the pilot must dissipate as little of the
total energy as possible to Pj and Pg during the autorotation phases of entry and
dive so that he has some margin during flare and landing.

14. 1t should be noted that the exchange of energy during each phase is not
equally efficient for all entry conditions. For instance, at high hover, ETq consists
entirely of potential and rotor kinctic energies. During the entry and dive, not
much can be done except to pitch the aircraft over, minimize Pj + Pg, and "fall"
to increase rate of descent. The power available from KEAC is minimal as initial
airspeed is so low. Contrast that with the high-speed, low-altitude portion of the
curve, There the objective is to decrease the high KEAC and depending on
technique, not increcase PE. However, rapidly pitching the aircraft nose-up and
increasing the inflow to the rotor will create a potential rotor overspeed situation.
Collective application will increase Pj + Po, thus dissipating the excess PKEpc.
but there are limits to how much collective can be applied. Additionally, thrust
will increase rapidly and a climb condition may result. Therefore, the pilot wants
to have a higher PLOST. In any event, he must be certain to have adequate collective
control remaining to effect a landing.
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REFERENCE AXES

General

15. Precise definition of all reference axes used is essential to data processing
and to the proper interpretation of data. It is rare that instrumentation systems
can be installed on an aircraft such that no correction is required to make the
data produced meaningful in relation to the aircraft. Knowledge of the exact
location and orientation of the instruments allows transformation of all data to
a common reference system. Similarly, during analysis it is often more useful to
consider a given set of data in a particular refereace system.

tor K das ey 0 ey

16. The reference systems used in this program :nclude the principal, gravity,
inertial, and shaft axis systems, as well as several instrument reference systems.
Figure B illustrates the various reference systems.

IR TN

Principal Axis Svstem

Btz

17. The principal (or body) axis system is located at the aircraft cg. It is a
right-hand orthogonal system with the X axis positive forward, Y axis positive
to the right, and the Z axis positive downward. The X-Y plane is parallel to the
water lines of the aircraft.

08 A AN s w8 £, R e 05 3808 B e .5

S
-

: . e e 5+ —————— ot -
. (e o

b s B A o S RS AR St vpﬂd‘a&,ﬂ%l}z&wmwm%"‘? VAol AL SV LA Emih ~ . P - ~

——— e T yx v = Mw.zﬁ@"x#p‘ it g EEB

1
]
i 3;&

d




PR A K K e A R e e A e e R NE B TR T 0 T S AP 2y T O T ™ D R B M0 L S T T S R 5 TP Ry PR TS o o PSR hmawﬁ"d
- 3
« RS
L

BT

: “m_
'
3 ;
i
4 .
, 1
h K
3
e

GRAVITY AXIS

Z

u@

e A g

wancre
e vl ekl

81

4
I
]

iSHAFT AXIS
h\\ ‘

Y

INERTIAL AXIS
y4

s TR Y VRLE e - TR

Figure B. Reference Axes.

G VS D ey

PRINCIPAL AXIS
YA

ook

114 &
Shecd sty




Inertial Axis System

18. The inertial (or ground) axis system is referenced to a fixed point on the
ground. It is a right-hand orthogonal system with the Z axis positive downward
along a radius of the earth, The X axis is positive forward along the heading of
the aircraft at time zero. The Y axis is positive to the right.

Gravity Axis System

19. If the inertial reference system is allowed to translate such that its origin
is fixed at the aircraft cg, it becomes the gravity axis system. Unlike the stationary
inertial svstem, the gravity system accelerates with the aircraft. However, regarless
of aircraft motion, the axes remain parallel to those of the inertial system.

Shaft Axis System

20. The shaft axis system's origin is located at the aircraft cg. The three axes

are mutually perpendicular, with the Z axis positive downward ang oriented parallel .

to the rotor shaft. The X axis is positive forward and the Y axis positive right.

Instrument Reference Syslems

21. Because each instrument is located and oriented in a different manner, each
instrument axis system must be corrected to one of the standard systems.

Transformations

22. The orientation of one orthogonal reference system with respect to another
can be defined by the use of three Euler angles. In this program, the instrumentation
dictated that the Euler angles reference yaw, pitch, and roll, in that order. Yaw
is measured positive right about the Z axis, pitch is measured positive up about

the yaw rotated Y axis, and roll is positive right about the yaw and pitch rotated
X axis (fig. C).

23. Al transformations from oiie right-hand orthogonal sysiem to another are
similar in format. Following is an example of a transformation from the gravity
axis system to the principal axis system.
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Figure C. Axis Transformation.
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D. THIRD ROTATION:

45 DEG RIGHT YAW,

! 1S DEG PITCH DOWN,
45 DEG RIGHT ROLL
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Figure D. Yaw Transformation.
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Figure E.  Pitch Transformation. 3
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Third rotation: roll about Xp axis
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Figure F. Roll Transformation. b
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YP 0 cos¢ sing| |Y, (8 %
b
2 - H
P 0 -sin¢ cosé Z1 :
Combining equations 6, 7, and 8 ;
4
4
E
3
L (cosv cosyp) (cos8 cosy) (~s8in@) X _5
¥ 3
Pla](sin¢ sind sin} - cos¢ sind)(sind sind siny + cosé cosy)(sin¢ cosd Y. ©) E
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DATA PROCESSING AND ANALYSIS

General
4
24, The data processing and anlysis consisted mainly of a validation phase and 5
a calculation phase. A flow chart of the total data processing is shown in figure G. E
A
. Engine Data ;
Flight
Data
Y

RAWHIT
F
FMR. FTR, FD, FHs
TILT-X, Y, V, M, a,
Psprs Piv Po, Pp, dF [ %
dt E
KE, PE 3
9
84, e, B¢, O @ / ‘

‘ » B, Nr, AS, Vxy.z

Coredata Axy,z, ¢, 0, ¥ / ,
$. 0.y i
~— > 3

Figure G. Data Processing Fiow Chart.

25. The data from all sources were read manually and punched onto computer
cards. Programs were developed to cross-check the data from different sources and )
reduce it to engincering units. The reduced data were then used to calculate force, 3
energy, and power terms, as well as several acrodynamic nondimensional terms.
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Data Validation and Initial Calciulations

26. The data reading accuracy was found to be very critical because of the

# considerabte manipulation of data in subsequent programs. A study was conducted
to determinc the maximum attainable reading accuracy versus the minimum
accuracy the data analysis could tolerate (refs 20 and 21, app A). After the data
were read and punched onte cards, the information was put on magnetic tape
with the raw data history tape program (RAWHIT),

27. Angle of attack and sideslip were input to the alpha-beta program which aligns
all the data and provides the proper format for the computerized reduction of

data (COREDATA) program. It also adds the effect of any wind that may be
present.

28. The validation process in COREDATA allows for the correction of instrument
biases, identification of instrument malfunction or reading errors, and determination
of data smoothing suitability. Tolerance limits are established which reiect data
which are unsuitable for further processing.

i et

Y

29. The basis for the validation procedure is that for a given parameter, similar
values should be obtained from different recording sources. Comparisons are made
between the attitude versus angular rate data, wind-corrected true airspeed versus
accelerometer data, and angles of attack and sideslip versus accelerometer and
angular rate data. When significant differences in the data are encountered, the
data are corrected, identified as unsuitable for further processing, or identified as
a source of possible inaccuracies in the statistical analysis. A COREDATA process
flow chart is shown in figure H.

30. The time evaluation allows corrections to be made for any time or sequencing
errors in the recording systems. Accurate time is required since the data are
differentiated and integrated with respect to time in later sections. The curve fit
section also synchronizes the data from the different recording sources and ajlows
for different reading densities from the recording systems. The derivative section
provides angular rate and acceleration data from the rate gyro data. It also provides
rate of change of attitude data. The final step in the data preparation is to process
the data through the Euler check section. The rates of change of attitude are
transformed through Euler angles to obtain components along the body axes cf
the aircraft. These body axes components are then compared individually with
the rate gyro readings. The comparison reveals time lags between the attitude and
rate gyros, existence of any misalignment, and data reading errors.

b

31. The Bias I section calculates body axis airspeed components from airspeed
data and linear acceleration components at the cg from accelerometer data. The
accelerations are calculated assuming tnat no preflight bias exists in the data. The
ﬁ irformation is then used in the Bias II section where the unbiased accelerations
are integrated by Simpson's Rule and compared with the components of airspeed.
From this comparison, the preflight bias (average difference between airspeed and
velocity components) is determined and then used in the acceleration section to
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FROM EULER

e e

CORRECTED ACCEL READINGS, A/S,

4 //STATISTICAL TABLE KTS), aj, 83, A/S COMPONENTS
; DATA FOR OUTLIER WITH WIND CORRECTIONS

CHECKS

3 BIAS VALUES, MEANS, SIGMA

k BIAS 11 LIMITS, LOCATION OF QUT-

: LIERS

: CORRECTED a1, wcaLc. DIFFERENCES,
£, SThNA

: iSlGMA LML . MEAN DIFFERENG LIMITS, COR-
g VALUE | ACCELERATION RECTED 8;, # CALCULATED, DIFFERENCE,

¢ MEAN DJFFERENCE, SIGMA LIMITS

Y

+ TIME, ACCEL READINGS, GRAVITY
BIAS 1 (

BT AL P,

3 INTEGRATION
3 TIME, 8¢, 87, 854 Spy at, By,
1 500V 2 'GND” B0y
3 PRINT AND MSx,y.z, MBoyaz, Aoy,z, Vxoyaz,
: MERGE GND GND :
‘l I Vx'y’z’ DISTX.y,Z
£ | *
3 MAX MIN LISTING, MAX AND MIN ;
| //CALUES OF ALL PARAMETERS :

A .

| /FLIGHT AND CURVE ;
4 [A] 1 INFORMATION
] PLOT '
3 PLOTS OF

‘ L=/ DESIRED
: PARAMETERS

OATA

4 ‘ Figure H. COREDATA Flow Chart.
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FLIGHT
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UN'TS

T.C. 2 ‘:.c. 4
ORIGINAL TRACE
[ DERTVATIVE | DEFLECTION READ-
v INGS AND ENGR

TIME CARD

v__J

ALL THE ORIGINAL

DATA

INTERPOLATED VALUES
WITH TIME AS REAL

READINGS AND

FLIGHT AND 0SC, HEADERS
(CONSTANT CONDITIONS OF

PARTICULAR TEST POINT ~ ——m[!1i RGE i/ b, &, F; rpm, rpm

OUTPUT OF p, q, r;

3 2ERO TRACE DEFLECTIONS VERSUS REAL TIME
: VALUES)
CALIBRATION CURVE CONSTANTS COMPARISON OF THE
[ FULER RATE GYROS VS. THE
TS '
r/STATISTICAL LIM] ATTITUDE GYROS

DATA CARDS FOR EACH
TEST POINT WITH ALL
PARAMETERS IN ENGR
UNITS

*T.C. signifies a specific deck of time cards.

Figure H. COREDATA Flow Chart.
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more accurately calculate the linear acceleration of the aircraft cg. The acceleration
section also provides a direct check on the angles of attack and sideslip by
comparing the recorded values with those calculated from the angular rates and
integrated acceleration data.

32. The output of the acceleration section is then input to the integration section,
which uses a_spline function technique to integrate the acceleration data. A wind
correction analysis corrects the airspeed reading to true ground and aircraft
velocities at time zero. Using these velocity components as initial velocities and
initial zero. distances, the integration section calculates the components of velocity
' in the aircraft body axes and ground axes and the ground distances traveled.

3
§
j

i
j
}
3 f 33. The tape output of COREDATA and engine data is placed in the refined
"! data history tape program (REDHIT), which provides an output for additional
i calculations.

i

Force, Energy, and Power Calculations

34. Once the data have been processed through REDHIT, it is ready for input
into the force, energy, and power program (FEAP). FEAP calculates forces, energies,
and powers using three-dimensional force analysis, momentum theory, and

energy-power relationships.

Pkt AR Jagom,
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T
AT,
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Force Calculations

-
NS T

35. Force equations were derived using standard ZF = mA and ZM = IQ
equations. Figure 1 shows force and moment balance diagrams. j

36. Resultant drag force (Fp) is coincident with relative wind, Because angle of :
attack (a) is measured only within the X-Z plane of the aircraft, a new term must B

be introduced where:

TR R e ey 7 Y TR

[REes

¢ = t:an-'1 (cosB tana)

37. Force balance equations:

=F + W - F_ cosd cosB (10)
maxp . MRxp Xp D

3000 SRS 25 BBt v ST S N

= - + 11
. mayp FMRyp + wyp FD cosd sinB FTR (1)

A TATEAE e ke

= - F + 12
mazp FMRZP + wzp FD sin¢ FHS (12)

-
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€

¥
?—.; 38. Moment balance equations: _
:j N A
}T = - 4 .
g Ixx¢ FMR d cose + FTR ZTR QS sine (13) ;o
:, yp 3
&, - _ 5
) R Iyye = FMR d cose FMR d sine + FHS Xus (14) .
3 Xp zp 3
4 E
3 = F z - 15 3
Izzw EMRyp d sin Frr ¥pg * Qg cose (15) i
E

.
LT

39. In matrix form, equations 10 through 15 yield:

e
*

Hi e AU SERER VA 2. T

maxp - wxp 1 0 0 0 =~cosd cosf 0 FMR
W 0 1 0 1 P
ma - z
vp op cosd sinB 0 FMRyp
M, " Yan ] 0 0 1 0 -sin¢ 1 F"Rzp ;
. 3
Ixxf + Qs sine 0 d cose 0 I'TR 0 0 FTR ,‘
1.0 -d - g
7y cos¢ 0 d sint 0 0 *us FD 3
lzzw - Qs Co8e 0 d sine 0 “Xor 0 0 FHS ;

40. Substituting

o=
[t}

d sine A Ixx¢ + Qs sine

>
]

>
L}

2 d cose 7 Iyyo

~cos¢$ cosB

Mm,
e PR A A RS Ak M s il w2

ELS

>
it
=]
o]
1
=
=
i}

oy

PNt

>
n

Izzw - QS cose A -sin¢

ol 6w by e e ASVMA ke S
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into equation 16 yields
r 1

A3 1 0 0o 0 A8 0 FMR
Xp
- w -
may y 0 0 0 1 cosé sinf O FMR
A yp
5 ) 0 o0 1 0 Ag 1 FMRzp
an
A6 0 A, O ZTR 0 4] FTR
A7 -A2 0 -A1 0 0 Xus FD
A -
R R T 0 O Fyg
Ps‘c = Power available at the rotor hub

(Pi + Po + Pp) = Power required for equilibrium flight.

Solving for the six unknown forces,

Frp = (A) Ag/2 = A /(g + A] 1o/A)) (18)

Br = (B - Zop Frp)/ay (19)
ypP

g 43 4 Fp . (20)
Xp

FMRZP = A5 - Ay Fpy = Fye (21)

Fo.= (A = Ay F -
HS T 7T T2 MR H A Ag = Ay Ay Ty a4 ) (22)

FD = (wyp = mayp + FHRyp + FTR)/(cos¢ sin8) (23)

41. The equation for Fp is unavoidably sensitive to small errors in sideslip (8).

Therefore, the following general aerodynamic drag relation was used:

2.2 2.2
F=p/2 (C. S V. %) +# (. S _V 5
D Deyp xp %P Dyp ¥P ¥P
24
,2 172 (24)
+(C, S )
zp 2P 2P
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Energy Calculations

42. Potential, kinetic, and rotor energies are calculated in FEAP. The equations
used are as follows:

” PE = mgh (25) %
KE, = 1/2 (mv?) (26) - d
AC :

] KE, = 1/2 (12?) (27) ‘

ET = PE + KEAC + KEMR

(28)

Potential energy was calculated such that PE = 0 at the end of the point. Aircraft
body rotational energy was neglected due to its relatively small magnitude.

Power Calculations

43, The basic equation used to calculate power reflects the relationship between
rate of change of energy and power required.

woa

a0 Btk L N0 o B sl b S o

dKE dKE
_ AC . dPE MR )

Psge - By F P v P = +5 Y ar tPopy (29
Where: é
]
Pgft = Power available at the rotor hub 3
3
(P; + Py + Pp)' = Power required for equilibrium flight 3
dKE dKE _"fs
thC + (fiptE + dtMR + PBOpYy = excess power ) g
(power deficiency if L&
negative) ; _%
44, Engine nower (Pepg) is calculated using the measured values of torque and {
N2 speed. Transmission and accessory losses are assumed to be a constant 20 shp. % :
Tail rotor power is calculated as a function of FTR, ATR, UTR, and oTR (ref 22, H ’
app A). ;
; 3
: ;
<, :
; iy
’ 3
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45, The only remaining unknown in equation 20 is Pg, which can be determined
by subtraction.

M AL D Al S N AR St XK B

X,

Other Calculations
46, Longitudinal and lateral angular displacement of main rotor thrust (TILT-X

vt o

i §
3 s
1
PSft = Peng ~ 20HP - PTR {39) %
;’ = g
: Pp FDV (31) :
3 E:
; Py = P (32) ¢
;i dKE, . i
2 : = glope of kinetic energy curve (33) :
3 at ;:
G dPE ,
o gt - slope of potential energy curve (34) ;
dK

3 T slope of rotor energy curve (35)

'; Poopy = Txx®¢ * I;,00 + 1 W0 (36)

E;S : and TILT-Y) are calculated by comparing FMRys, FMRyg, and FMR ¢ TILT-X
i is positive when the thrust vector is tilted backward, and %‘ILT-Y is positive when ]
¢ thrust vector is tilted to the right. j
;; i _ _1 ;5
3 TILT-X = tan  (F,, /Fpp ) (37) §
= xS 29 3
-, ¥ = tan~! (- 1
| TILT-Y = tan ( FMR /FMR ) (38) g
ys s 3
7
47. Induced velocity (vj) is calculated using the equation from reference 19, %
appendix A.
- 1)
vy = FMR/ZpV Adisc (39)

where V' is the resultant velocity at the rotor (vector sum of induced velocity
and translational velocity).

2 2| 172
V' = (Vsina - vi) + (Vcosar) (40)
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Equation 40 can be reduced to the form:

2
2 v v
v‘) _i ( 1 (41)
(V = Vz 2 v )sinar + 1

vt taivr o L2 G b mop g

V.
Making the substitution 97 = -vl:

2 -
' -2 -
(V > 2 -2 v; sina_ + 1 (42)

A term T is created where:
el 2
T = F, /20V°A sc (43)
Dividing by equation 39, and squaring both sides: 3
2 B
T = (V) vy (44) 3
Substituting equation 42 into equation 44, 3

T Tk ! oAt ] T
-

o -4 —2 :
T2 =V, - 2\)13 sinar + \)i (45) 2
§
Equation 45 is solved for v; using the Newton-Raphson method, and multiplying %
by V to obtain ;.

48. Inflow ratio (A) and advance ratio (p) are calculated using the equations, 3.;
A= (V sina_ - \)1) /9R (46) :

p=yv cosar/QR . (47)
MODEL AND RELATED PROGRAMS
General ;
. 49, At the outset of this program, it was considered necessary to attempt :?J
. development of a mathematical model to predict autorotational performance. -
However, rather than rely on a purely theoretical basis for the model, it was N
: concluded that the use of empirical flight test data would be more practical. Toward 3
¥ this end, two additional programs were developed: the correlation coefficient 3
k program (CORCOF), and correlation and regression analysis program (CORA). A o
g' flow chart is shown in figure J. .
: i
K P
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Sequential
inputs
Psft, &¢c, 8¢, 8a, &r

CORCOF Initial ! MODEL
Conditions

!

Correlation Simulated
Equation Flight
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Statistical
Analysis
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FIGURE J. FLOW CHART OF MODEL AND RELATED PROGRAMS ,
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CORCOF and CORCOF Subroutines

PR A GV S

50. Input to CORCOF is provided by the FEAP output tape. CORCOF reads
and stores values for TILT-X, TILT-Y, and FHS, and calculates the values for

CTMR> CTTRs CPMR» and CprR. It prints the values for AMR, ATR, MR, and }
: - MTR calculated in FEAP, as well as the thrust and power coefficients. There are

I T SRRy

A

six CORCOF subroutines corresponding to the parameters CTyyr, CTTR, FHS.
: TILT-Y, TILT-X, and Cppyg. It is the purpcse of these subroutines to set up their
? respective parameters (Yx = CTyr, CTMR, etc.) in the form. 4
B | ’ g
i{ o o
& Y =A. + I A X (48) 3
Where Xj is a function of various independent nondimensional terms, as well as
contro! position. As an example, an equation for CTmpr will be examined. 3
Y, =C
. 1 T (49) :
Xl = OaécBMR (50) :: ;’%
2 -
x2 = gap GCBMR (51) é
,; X3 = oaetBMR (52) §
': Xl, = oaetuBMR (53) ~ §
| X5 = oadByp (54)
‘ . This equation then takes the form:
3 2 )
- CTMR = Ayt Ay (cad B) + A, (oay GCBMR) (55) -
* + A3 (oaet BMR) + A[’ (antuBMR) + As (oaABMR) :

-
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Other equations are functions of the following variables:

= 2
1 CTTR £y Ovpgo g’ 8 (56)
FHS = f3'(aHs,GHS s Py AS): where GHS=g(6e, ASHS ) (57)
X, 2
. 2 3
TILT-Y = £, (8o, 8.5 6. By, R MR 0 Mg 0 D0 Mg (58)
et, py, TR) )
- 2 )
TILT—X - fs (NMR’ uMR ? uMR ] AMR’ Gc’ 6e’ et’ BMR) (59)
3/2
C = f (c s Hyny A ) (60)
PMR 6 TMR MR MR

As can be seen, these ecquations represent an empirical development of the
theoretical relationship between the parameter in question and measurable
quantities such as g, A, and 8. In some cases the user has a choice of two or
more subroutines for a given parameter, The only unknowns in equation 48 are
the Aj coefficients. These are produced by the CORA program.

%
|

CORA Program

51. CORA provides the statistical analysis required to calculate the Aj coefficients.
It is a USAAEFA adaptation of the Air Force Flight Test Center Weighted
Regression and Analysis Program (WRAP).

R T "

Sl

52. Given the Xjand Y values from CORCOF forn + 1 time points, the equations
can be solved for all A; terms. However, since there are more than n + | time
points available, and because consistent values for Aj are not obtainable with the
data used, a statistical approach was used to fit the Aj terms to the flight data.
A statistical multiple correlation and regression technique combines the data and
calculates a single set of Aj coefficients for each equation. Correlation coefficients
are also calculated to indicate how well the equations fit the data and thus, the
relative confidence that may be placed in the results. At the discretion of the
operator, a value for Y is calculated using the Aj coefficiexts in the correlation
equations for each time point. These values can be compared to the values generated
in FEAP and CORCOF. Typical comparisons are shown in figures K through P.
The difference, or residual, can then be printed and/or plotted for inspection.

53. 1t is reasonable to expect that one CORCOF option may be better suited
to particular flight segments (flares, dives, etc.) while another option might be
better suited to other flight segments, It should also be reasonable to expect that
optimum results would be obtained by correlating data for each flight segment
separately. .
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Model

54. The primary function of the mathematical model is to predict aircraft
performance, given initial conditions and subsequent control and power changes,

55. The method used is basically the inverse of the data processing to this point. LI

Coefficients from the correlation equations are used to predict the six parameters T
in the CORCOF subroutines. These in turn are used to calculate powers and
component forces, which are put in force and power balance equations. The i
resulting linear and angular accelerations are manipulated to determine velocities, . 3
distances, and attitudes. This procedure is looped for each time increme~t until 3
the end of the flight. The flow is shown in figure Q. j
56. The flight constants required are as follows: 2

a. Gross weight.

5

b. Density altitude (sigma).

c. Ixx, lyy, Izz.

d. XHS, XTR, ZTR (fig. D). ‘
e. € (angle shaft axis makes with Zp axis).

f. L

g Cpy CDy. Cp,-

h.  Sxp, Syp, Szp.

i.  Wind velocity, wind direction, and aircraft heading.

P TRS bt P  B i D T i At Bk R 8 TG E DA Rt

j.  Time increment for inputs,

L

57. Time zero values required are shown below:

o B

S

a. Height above ground.

&

s

b. AS.

c. a.

d B

e. ¢, 0, .
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58.

59.

k.

L

¢, 0, ¥.

é, 6, v.

Nr, Nr.

Axg Ayg, Azg.

CTMR- CTMR> CPMR» CPTR, TILTX, TILT-Y, FHS
Psft.

(Pj + Po).

Values required for each time increment are as follows:

a.

b.

8¢, Oe, Oa, Or.
Psft.

Values output by the model are listed below:

a.

b.

¢, 0, y.

$, 6, y.

é, 8, ¢

Qs.

CTMR> CPMR: CTTR, FHS, TILT-X, TILT-Y.
YiMr’ YiTR'

BMR, BTR.

AMR: MR, “MR: HTR-
a, f.

AS.

Nr, Np.

FMR, FTR, FD.

o
166
.
e’
~ ,‘9‘
- - T R gt .
L > »
e A
- )
v

i r AL Y

R SR et

et

s L A A T s ST 5T it A i 8B ot

.
Sl

i e
™~
A e e AR

X .
~
A e

!




R T a N S B o e A S s S s - o
- R A TR R PSR R TR B T T R f Srar s TG = S
¥ B ! 7 R L =

s
E
3
3
A
3
=
=
:
4

i
|
|
i

S

i

m. Axp, Ayp, Azp, Axg Ayg Azg
n. ng, ng, VZg.
0. Xg, Yg, Zg, and ground height.

¢
Model Results ;
60. The accuracy of the model is clearly dependent on its ability to make good

P predictions of CTr, CTTR, CPMR, FHS, TILT-X, and TILT-Y, using the Aj

coefficients from CORA. The suitability of the Aj coefficient can be measured
by the correlation coefficient generated for each parameter in CORA. A chart
showing correlation coefficient ranges for all flights is shown in table 1 (1.0 is
maximum correlation),

e A R S e R P T T
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Table 1,

Correlation Coefficient

Parameter —
Range (Mean)

T .710 to .983 (.896)

g
R3]
_:x%
3
2
3
3
b
E
3
i
2
é
;’S
£
€
i
S

T .732 to .965 (.819)

LA g

Cp .792 to .964 (.850)

F .147 to .660 (.326)

TILT-X 474 to .892 (.699)

TILT-Y .291 to .814 (.658)

-

-

Lt

to Dl lg oy g0
A kT o b e e B
h?ﬁﬂ‘@%“gﬁ:Mufﬂmm‘%wmvﬁe&mii«\mbw‘m‘fm.mmw»wmﬁ:i»ﬂaaﬂjmw‘wﬁlﬁm"*"mé\ntmu-w At b s

107

LSRN SE Sl Rotiod i 0 g sin SN L U R

PN oyt Ty
- H.—
TR R e ke e

i




e S e i S (S S RS S S S SR L SRR S R S S S S S S S RSB TR TR VR R SRR R, e e,

61. Generally speaking, CTy R, and CpyR are performance parameters and CTR,
FHS, TILT-X and TILT-Y are aititude parameters. From tabie 1, it could be
expected that performance values (velocity, rotor speed, distance, etc.) would be
reasonably accurate, while attitude values (yaw, pitch, roll, and angular rates) would
show considerable error.

62. It should be noted that the predictions represented in figures K through P
are obtained using variables calculated from flight test data in FEAP or
COREDATA. In the model, these variables (u, \, etc.) are calculated using §
model-generated data. Therefore, errors in one parameter will eventually affect the : :
other parameters, and their effect will continue to be cumulative. For example,
an error in TILT-X will change aircraft attitude, which, in turn, will affect  and
A, as well as changing the magnitude and direction of the force vectors.

63. As part of the model check-out procedure, model flights were made to
duplicate flights actually flown. These were originally done using only one or two
correlation equations and reading the other parameters from FEAP or CORCOF.
Additional correlation equations were added one at a time. Good accuracy was
maintained using CTR, CTTR, and CPyR together. Figure R shows predictions
& for flares using correlation equations for CTyr, CTTR, and Cpyr. However,
inclusion of each successive equation lessened accuracy to the point where the
model output was of little value.

64. The reasons for poor correlation on FHs, TILT-X, and TILT-Y are
indeterminate. However, the two most obvious possibilities are inadequate test
instrumentation and/or correlation on wrong or incomplete variables.

TR
t

| Rl P il ek D BT A W DA 0 st I A 1 e b 2SRt

R

i 6S. Considerable research and experimentation was spent on arriving at suitable
| correlation equations. A decision was made early in the program not to attempt
: any sophisticated rotor dynamics analysis. An inclusion of this sort of analysis
B, may (or may not) have increased accuracy for TILT-X and TILT-Y.

e

: 66. The test instrumentation was, at best, minimal for data generation of the
required accuracy. Correlation was made on data which had been smoothed several
times, integrated, and generally manipulated to a great extent. Each operation may
have introduced additional error.

, 67. The model would give excellent results if accurate and reliable predictions
3 ; could be made for the six driving parameters. This was demonstrated in the
ke check-out phase of the model. However, the major problem of predicting the six
4 parameters remains.

68. Because the errors were mainly in attitude control, it was felt that it would
: be appropriate to experiment with a simpler two-dimensional model in which
{ aircraft attitude is an input parameter.
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SIMPLIFIED TWO-DIMENSIONAL HELICOPTER PERFORMANCE MODEL

General

69. Two-dimensional helicopter performance simulation has been used at
USAAEFA since 1968. In the past, insufficient documentation and outdated
programming limited their app'ication to H-V testing. However, performance
modeling can provide useful a-alytical information, and was recently updated to
provide simplified input and cperation.

R, gt Ceinas Ree LR TR

70. The general theory behinc this modeling concept was to obtain flight path
and power data from flight test, and to modify basic momentum theory to predict
the actual flight path. The simplified model is mathematically valid for any flight
condition from vsrtical to forward flight. The analysis can also be extended to
the same conditions in lateral flight. The elimination of one degree of freedom
and simplification of the force balance model significantly reduces the complexity
of the three-dimensional model previously discussed. Also, all flight parameters
except profile power are directly calculated by basic momentum theory rather than
the correlation equations previously described.

Force Balance

eyl

71. To determine the forces acting on the helicopter, Newton's Second Law is
used to sum the exterior forces acting at the hub to obtain the linear acceleration
of the hub. In general, the unbalanced forces acting along each axis cause an
acceleration of the mass in the direction of the axial force imbalance; or,

ZFi = méi (61)

Where:

i = A specific axis of a two-dimensional orthogonal reference system

-

(i = 1 implies the X or horizontal earth axes, and i = 2 implies the Z or vertical
earth axis.)
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Then,

FMR = Thrust output of the rotor.

0 = Pitch attitudes (positive, nose up).

L. 4.,
. y
et r A S e e ity L 2 RS el i e 1

v = Flight path angle (positive for positive rate of sink) (positive Vy).

Vx = Forward horizontal vclocity of the aircraft.

Vz

I

Vertical velocity of the aircraft {positive downward).
V = Inertial velocity of the aircraft (ground velocity).

Fp = Drag caused by the flat plate area of all nonlifting surfaces on

the helicopter. 2
E
Gy = Angle of attack to the rotor disc (positive when inflow is from 3
below the rotor). 3
72. 1t should be noticed that drag as shown in figure R is applied at the hub, %
producing no moment about the hub. In actuality, drag acts at the cg, producing i
a moment about the hub. In this derivation, it is assumed that the drag moment
about the hub is canceiled by an equal and opposite aerodynamic moment of the
rotor. When making this 25sumption, the force balance does not account for angular
. motion of the aircraft about the hub. Therefore, the angular rotation of the aircraft
5 is negligible in comparison with the linear motion.
4 S
: 3
| 4
¥ 1
i
3
E ‘ )

Figure R. Force and Drag Balance.
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73. Summing forces along the X axis by reference to figure S, g

ma_ = -FMR sin0 -FD cosy (62) 5

Where: ‘%

m = Wgt/g i

3

3

Summing forces along the Z axis, 3

ma = W --FMR cosé —FD siny (63) ] :

From figure R, figure S can be drawn to determine V', which is the inflow velocity 3{
at the rotor as defined in the momentum equation.

a

MR j

;

3

;

4

A

Figure S. Main Rotor Force and Velocity. 3

In vector notation,

V' =V + Gi (64)

Summing components along the thrust axis and the projection of the X axis in
the rotor disc plane,

SR B S,

2 2 2 2
(V')" =V cos @ + (Vsiqar vi) (65)

Then,

e A e

V' = V2 coszar + (v sinar -v 2 (66)
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Power Energy Equation

74, The two-dimensional model calculates thrust by first determining the amount
of induced power (Pj) availabie at each new point from the general power energy
equation defined by equation 67. The resulting expression for Pj is as follows:

P -p - dKE _ dPE _ dKEMR (67)
i sft "o "p dt dt dt

Each term may be calculated from the model input or flight path motion except
for main rotor profile power (Po). One general expression for profile power (ref 19,
app A) is derived in terms of the mean blade drag coefficient (CDy) as shown
in equation 68.

= g 3 2

Po = Cp_ * § Phasse Veap ¥ (1= 4:68%) (68)
Blade drag coefficient (Cp,) is known to be variable with blade angle and flight
conditions, and must be determined cmpirically. For the UH-1C simulation, CDo
was calculated from the FEAP program from both autorotation and level flight
data. For simplicity, the results were determined as a function of thrust coefficient
(CT) and rotor inflow ratio (1) and shown in figures T and U. In forward level
flight the relationship was also a function of airspeed or advance ratio (u). At
airspeeds below the airspeed for minimum power (V), the variation with A was
nonlinear, as shown by figure T. This indicates that the (1 + 4.6u2) correction
is not effective in linearizing the CD, term in low-speed flight, either due to the
increased power acquired by the induced down load on the fuselage or due to
the nonlinear variation of Cp,, with biade angle of attack. In the future, an induced
power correction factor such as described in reference 23, appendix A, should
be used to improve the low-speed Cp, data. However, figure U indicates that the
variation of CD,, with X is nearly linear for a constant CT at high forward flight
airspeeds. Figure U also shows that there were no trends of Cpg from the available
data for the values of A between -.02 and .018. Therefore, a mean value of CDo
of 0.12 was used in the model when operating in this range of A. The primary
factor affecting Cp,, in this region seemed to be the vertical speed, but time did
not permit the additional correlation effort. Additional effort is required to
determine the optimum parameter to replace in the Cp, correlation. In higher
autorotational descents (A > .018), the Cp, variation with CT and A was again
evident, as shown in figure U. These empirical data are utilized by the model to
compute profile power for any particular flight condition. The use of these empirical
data forces the model to perform similarly to the actual helicopter from which
the data were obtained.
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Figure T. Low Speed Blade Drag Coefficient.
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: 75. The mode! can then calculate the main rotor thrust by iterating on induced
: velocity (»;) simultaneously on two basic momentum theory equations derived in

2 ‘ «..2 data processing and analysis section of this appendix. These equations are
1 expressed in terms of main rotor thrust, as shown below:
E Py = Pi/vi (69) g
i Py = 284160 V'V4P (70) E
Where V' is defined hy equation 66. é
§

Once the thrust is calculated for each new point, the flight path is integrated in
the ground axes from the acceleration obtained from the simplified force balance
in figure R. The computation for each new point requires an iterative solution
of both thrust and Cp,,. Convergence normally occurs rapidly. However, some flight
conditions, particularly at high descent rates and high deceleration, can cause
extended calculations on the order of 30 seconds of computer time per point.

Lo R

Model Input

76. The two-dimensional model is flown by inputting aircraft characteristics, initial
conditions, and the engine power, rotor speed, and thrust vector at incremental
time points. In figure V, the input was read from an actual flight path for the
UH-1C helicopter. The model then calculated the thrust and integrated the flight
path. The model is shown to be reasonably accurate. In addition to any error
in the model techniques, variation of the model calculations from the flight path
can be due to inaccuracies of initial velocities, lateral excursion from the x-z plane,
and prevailing winds. The lateral excursion error would tend to cause the type

{ of variation shewn in figure V.

Eax BN f
T o e T R B e

Flight Path Input

T TR 4 3 AT Y T TR TR TR} ST
P L v

77. The two-dimensional model was also reorganized to permit input of a selected
flight path. The experimental H-V profiles were first input to the model in the
form of flight path time histories as shown in figures X through A-A. Additional
flight profiles were also input to show the varying performance requirements at
varying initial altitudes. The aircraft thrust -ector and rotor speed for each flight
path were calculated by the force balance and energy power equations previously ’
discussed. In all simulations shown, decreasing entry height required increasing
pushover and flare rates and attitudes. The reduced time spent in the dive and
the lower rotor enaergy is readily apparent. The value of pilot judgment is clearly
illustrated by the shape und grouping of the curves. In figure W, the test entry
at a 650-foot hover was considered the minimum for a realistic technique. The
simulations at 700 and 800 feet arc very close to the test case in terms of attitudes,
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Figure V. Autorotational Landing Flight Path.

rotor energy, and time spent in the dive. However, lowering the entry height to
550 feet causes a discontinuity in the- rotor speed curves. Further reductions in
initial altitude clearly show that the maximum rotor speed that can be attained
in the flare is very low, and the pushover attitudes rapidly exceed normal pilot
tolerances. The importance of pitch attitude in the different flight path phases
can be obtained by comparing the simulations at different airspeeds. For entry
airspeeds on the back side of the power curve, increasing the H-V performance
requires rapidly increasing nose-down attitudes as the initial height lessens. Flare
attitudes remain relatively constant. For higher entry airspeeds the pushover attitude
s0es not change results as significantly as does the flare attitude. The simulations
at different entry airspeeds (figs. X, Y, and Z) were then used to construct the
H-V diagrams shown in figure A-A. A family of calculated H-V curves were obtained
by selecting a maximum pitch attitude during dive and flare. This is a reasonable
approach, as an optimum H-V curve is largely a function of the pilot's ability
to obtain the required pitch attitudes.
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' INDEX
Figure Figure Numbe:
. Entries
Operating Conditions During Level Flight at a I- 1 thru 1-3
Light Gross Weight (S)
Operating Conditions During Level Flight at a 2-1 thru 2- 3
Heavy Gross Weight (S)
Operating Conditions During Forward Climb ($) 3-1 thru 3-2 © 4
Rapid Power Reduction During Hover (TH) 4- 1 thru 4-6 ) §
Rapid Power Reduction During Siow-Speed 51 thru 5- 6 P
Forward Flight (TH) -
Rapid Power Reduction During Medium-Speed 6-1 thrn 6- 6 1 ;
Forward Flight (TH) L
Rapid Power Reduction During High-Speed 7- 1 thru 7- 7 D3
Forward Flight i ’
Altitude Effects on Aircraft Attitude Following 81 P
a Power Reduction (S) 3
Height Changes During Power Reduction (S) 9- 1 ‘
Maximum Roll Rates and Attitudes During intry 10- 1 thru 10- 2 3
(Level Flight, Light Weight) (S) ;
Maximum Roll Rates and Attitudes During Entry 11- 1 thru 11- 2 ;
(Level Flight, Heavy Weight) (S) 3
Maximum Roll Rates and Attitudes During Entry 12- 1 thru 12- 3 3
(Light Weight Climb) (S) ;
F Summary of Dives From Level Flight Entry (S) 13- 1 thru 13-10 3
¢ Comparison of Pushover Rates From Medium-Speed 14- 1 thru 14- 2 £
. Flight (TH) 33
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Conditions (TH)
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Conditions (TH)

Flares

Operating Conditions During Steady-State Descent
(300 rpm) (S)

Operating Conditions During Steady-State Descent
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Cyclic Flare Performance (S)
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Landing From a Hover (14 feet @ 6870 #) (TH) 38- 1 thru 38- 4 . 3
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Height Velocity Diagram 43 ¢
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Conditions
Power Reduction, Autorotation, and Landing 45- 1 thru 45- §
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Flight Conditions
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