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ABSTRACT

The US Army Aviation Systems Test Activity conducted a limited
evaluation of the performance and handling qualities of the Bell
Helicopter Company Model 309 helicopter at Arlington, Texas, andiAlamosa, Colorado, a high-altitude site, during the period 11 July
to 8 August 1972. The evaluation required 7 hours of flight time.
Previous testing had been accomplished at the contractor's facility
during the period 5 June to 6 July 1972 and a report was submitted.Except as noted in this report, the performance and handling qualities

were essentially unchanged from those observed during the previous
testing. The tail rotor horsepower limitation previously reported
as a deficiency no longer exists due to an uprating of the tail
rotor drive system from 350 to 450 shaft horsepower. The increase
in sideward flight airspeeds to 60 knots in left sideward flight
and 50 knots in right sideward flight at low altitude, and 50 and
40 knots in left and right sideward flight at high altitude, enhances
the ability to hover in gusty winds. The standard-day out-of-ground-effect
hover ceiling at the TOW mission gross weight of 12,385 pounds
is 14,340 feet and at the maximum allowable gross weight of 14,000 pounds,
is 9950 feet. The hot day (95*F) out-of-ground-effect ceiling is
4300 feet at maximum gross weight. Lateral acceleration maneuvers
were conducted at both high- and low-altitude sites. Left lateral
acceleration was limited by the transmission torque limit to 0.33g
at the low-altitude site and 0.24 g at the high-altitude site. Right
lateral accelerations were limited by directional control to 0.28 g
and 0.14g at the low- and high-altitude sites, respectively. The
helicopter response characteristics following simulated engine
failures were significantly milder than that of the standard AH-IG
and are satisfactory. One shortcoming, the excessive pilot workload
during lateral accelerations and reversals, was identified.
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INTRODUCTION

BACKGROUND

1. The Model 309 KingCobra is a prototype attack helicopter designed
and built by Bell Helicopter Company (BHC) under an in-house funded
program independent of any military requirement. The design phase
was completed and construction was begun in February 1971. The
first flight of the Model 309 was on 27 January 1972. The US Army
Aviation Systems Test Activity (USAASTA) was tasked by the US Army
Aviation Systems Command (AVSCOM) to conduct an evaluation of the
Model 309 helicopter to support the Attack Helicopter Requirement

Evaluation (AHRE) performed by the US Army Combat Developments
Command (ref 1, app A). Test results were published in USAASTA
Project Report No. 72-10, July 1972 (ref 2). Further testing was

"j requested by AVSCOM Test Directive No. 72-31, 20 July 1972 (ref 3)
and AVSCOM Test Directive No. 72-34, 4 August 1972 (ref 4).

TEST OBJECTIVES

2. The objectives of this Model 309 attack helicopter evaluation
were to determine the hover and sideward flight characteristics
at an elevation of at least 7000 feet, and to determine sideward
flight and simulated engine failure characteristics at a low elevation.

DESCRIPTION

3. The BHC Model 309 KingCobra helicopter is essentially a growth
version of the AH-1G. The main rotor blades have double swept tips,
a Wortmann airfoil, a wider chord, and increased diameter as compared
to the AH-IG. The automatic flight control stabilization system
(AFCS) incorporates a three-axis stability and control augmentation
system (SCAS) and an attitude retention unit (ARU). The power plant
is a Lycoming T55-L-7C turboshaft engine rated at 2850 shaft horsepower
(shp) at sea-level (SL), static conditions. The engine is limited
to 2050 shp due to the helicopter main transmission limitation.
The maximum gross weight of the BHC Model 309 is 14,000 pounds.
A detailed description of the Model 309 can be found in appendixes B
and C of reference 2, appendix A.

SCOPE OF TEST

4. The BHC Model 309 was evaluated at the Arlington, Texas, plant

(elevation 630 feet) of BHC from 11 July to 13 July 1972, and



8 August 1972, and at Alamosa, Colorado, (elevation 7535 feet)
from 21 July to 26 July 1972. During this evaluation, 12 test flights
were conducted for a total of 7 flight hours. Performance testing
was conducted with the environmental control unit (ECU) OFF. Test
configurations consisted of the following: clean (no external stores);
external stores (two XM159C pods on each wing with rockets installed
to achieve the desired gross weight); and TOW mission (simulated
by the external stores configuration and a gross weight of 12,385 pounds).
Test conditions are shown in table 1.

5. The flight restrictions and operating limitations applicable
to this evaluation are contained in the pilot's checklist (ref 5,
app A) as modified by the safety-of-flight release (refs 6 through 11).

METHODS OF TEST

6. Established flight test techniques and data reduction procedures
were used (refs 12 and 13, app A). The test methods are briefly
described in the Results and Discussion section of this report.
A Handling Qualities Rating Scale (HQRS) was used to augment pilot
comments relative to handling qualities (app B). Data analysis
methods utilized are described in reference 2, appendix A.

7. The flight test data were obtained from test instrumentation
displayed on the pilot and copilot/gunner panels and recorded on
magnetic tape. A detailed listing of the test instrumentation is
contained in reference 2, appendix A.

CHRONOLOGY

8. The chronology of the BHC Model 309 attack helicopter evaluation
is as follows:

Test directive received 7 July 1972
Test started 11 July 1972
Test interrupted for move to

high-elevation site 13 July 1972
High-altitude test started 22 July 1972
High-altitude test ended 26 July 1972
Simulated engine failure

test started 7 August 1972
Test completed 8 August 1972

2I
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RESULTS AND DISCUSSION

GENERAL

9. A limited evaluation of the performance and handling qualities
of the Bell Helicopter Company Model 309 helicopter was performed
at low- and high-altitude sites in the clean and external stores
configurations. Except as specifically noted in this report, the

performance and handling qualities were essentially unchanged from
those reported during previous low-altitude testing. The previously
reported deficiency caused by a tail rotor horsepower limitation
of 350 shaft horsepower was eliminated by contractor uprating of
the drive system to 450 shaft horsepower. The increase in sideward
flight airspeeds to 60 knots in left sideward flight and 50 knots
in right sideward flight at low altitude, and 50 to 40 knots in
left and right sideward flight at high altitude, enhances the ability
to hover in high winds. The standard day out-of-ground effect hover
ceilings at the TOW mission gross weight of 12,385 pounds and the

maximum gross weight of 14,000 pounds are 14,340 feet and 9950 feet,
respectively. The hot-day (950F) hover ceilings out of ground effect
for the TOW and maximum gross weights are 7570 feet and 4300 feet.
Lateral acceleration performance was limited by engine torque in
left lateral flight to 0.33g and 0.24 g at the low- and high-elevation
sites, respectively. Right lateral accelerations were limited by
directional control to 0.28g and 0.14g at the respective low- and
high-elevation sites. The helicopter response characteristics

following simulated engine failures were significantly milder than
those of the standard AH-1G and are satisfactory. The excessive
pilot workload during lateral acceleration and reversals is a shortcoming,
correction of which is desirable.

Hover Performance

10. The hover performance tests were conducted at skid heights

of 10 feet in ground effect (IGE) and 100 feet out of ground effect
(OGE). The free-flight hover method was utilized. A measured weighted
line, attached to the front of the right skid, was used to establish
skid height above the ground. The test conditions are presented
in table 1. A summary hover capability comparison is presented
in figure 1, appendix C, and is based upon data obtained during
this test and the previous low-elevation test (ref 2, app A). The
aircraft nondimensional hover performance data are presented in
figures 2 and 3, appendix C. Nondimensional tail rotor performance
is presented in figures 4 through 7. Maximum engine shaft horsepower
available is presented in figure 8. A summary of hover performance
is shown in table 2.

• ' . . . . , - - - . , _ l . ...
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Table 2. Hover Performance Summary.'

Hover Ceiling
(ft)

Standard Hot Day
Configuration Day (95-F)

in Ground Out of Ground In Ground Out of Ground
Effect 2  Effect Effect 2  Effect

TOW 3  416,200 414,340 9,300 7,570

External stores 412,520 9,950 6,060 4,300

"Rotor speed: 311 rpm.
2Skid height: 10 feet.
3Weight: 12,385 pounds.
4Extrapolated data.
5 Maximum gross weight: 14,000 pounds.

11. The previously reported OGE ceiling at the maximum allowable

gross weight of 14,000 pounds on a standard day was 11,850 feet
and on a 95'F day was 5000 feet, and the standard-day OGE hover
ceiling at the TOW mission gross weight of 12,385 pounds was
15,600 feet (para 11, ref 2, app A). This originally reported
information was based on extrapolated data from low-altitude testing.

The information presented in table 2 was obtained during the
high-elevation testing and precluded the requirement to extrapolate

below 10,000 feet.

Lateral Acceleration Performance

12. The lateral acceleration performance was evaluated by conducting

lateral accelerations and decelerations IGE (skid height, approximately

40 feet) in the external stores configuration at density altitudes
of 1810 feet (low-elevation site) and 9280 feet (high-elevation
site). A change in the tail rotor drive system rating from 350 shp
to 450 shp permitted a more thorough evaluation of right lateral
accelerations than was accomplished in previous testing (ref 2,

app A). In addition, the sideward airspeed envelope was expanded
to 60 knots and 50 knots left and right sideward airspeed, respectively,

at low altitude, and 50 and 40 knots, left and right, at high altitude.
Acceleration was accomplished by rolling the aircraft to a predetermined
bank angle with a rapid lateral control motion while adding power
to maintain constant altitude, and attempting to maintain constant

attitude and heading. Lateral performance data, shown in figures 9

5



and 10, appendix E, were recorded with a ground-positioned grid
camera. Figures 11 through 14 show typical time histories of lateral
acceleration. A ground pace vehicle was used to determine limit
sideward speed. The results of these tests are summarized in table 3.

13. At the low-elevation site (field elevation 630 feet), the maximum
bank angle for left lateral acceleration was 25 degrees, as limited
by the transmission torque limit. The corresponding acceleration

to 30 knots true airspeed (KTAS) was 0.33g. It was necessary to
closely monitor engine torque to preclude an over-torque condition.
Right sideward accelerations could be accomplished to a maximum

of 17.7 degrees bank angle with a corresponding acceleration of
0.28g. Right lateral accelerations were limited by available directional

control to approximately 45 KTAS. As a result of the change in
tail rotor horsepower limitation and the increase in the sideward
airspeed envelope, higher airspeeds were attained during lateral
accelerations, and a slightly higher right lateral acceleration
was obtained.

14. At the high-elevation site (field elevation 7535 feet), the
maximum left sideward acceleration was 0.24g with a bank angle
of approximately 16 degrees, and was limited by the transmission
torque limit. Engine torque and rotor speed were more difficult
to control precisely at the higher density altitude. Directional
control limited right lateral acceleration to approximately 0.14g,
at a roll attitude of 8 degrees.

HANDLING QUALITIES

Takeoff and Landing Characteristics

15. Takeoff and landing characteristics were qualitatively evaluated
throughout this test with the stability and control augmentation
system (SCAS) ON at gross weights from 11,000 to 13,500 pounds
at a forward center of gravity (cg). Surface winds varied from
calm to gusts of 10 knots.

16. Takeoffs and landings were made with a nearly constant level
attitude at the lower density altitude (ref 2, app A). At the
high-elevation site with forward cg loading, aircraft attitude
was approximately one degree nose-low and two degrees left-wing-low.
The small change from the ground attitude to the hover attitude

was not objectionable.

Sideward Flight Characteristics

17. Sideward flight tests were conducted to determine control margins

and handling qualities while hovering in winds. Sideward flight

6



Table 3. Maximum Lateral Flight Performance.

Roll Angle Acceleration Airspeed Time1  Distance2
(deg) to 30 KTAS(kt) (sec) (ft)

_(g)

10 1.5 15

f320 3.1 35
25.0 left3  0.33 30 4.6 70

40 6.2 145
50 8.4 280

.60 12.9 630

10 1.6 32
20 3.4 97

17.7 right 3  0.28 30 5.-6 215
35 6.8 295
40 8.4 420
44 10.3 590

10 1.8 18
20 3.8 70

16.0 left4  0.24 30 6.5 185
40 9.9 385
45 13.1 545
50 14.9 720

10 2.4 28
20 5.6 105

8.0 right4  0.14 30 10.9 340
35 15.3 580
40 20.7 945

1Time measured from start of lateral motion.
2Approximate.
3Configuration: external stores, average gross weight: 12,680 pounds.

Center-of-gravity location: 196.6 in.
Density altitude: 1810 feet.
Outside air temperature: 23.5*C.

Configuration: external stores, average gross weight: 12,910 pounds.
Center-of-gravity location: 196.8 in.
Density altitude: 9280 feet.

1/



airspeeds were determined using a calibrated grnund pace vehicle.
The helicopter was in the external stores configuration at a forward
cg and was flown at an approximate skid height of 15 feet at the
conditions shown in table 1. The tail rotor blade angle limits
were changed from 17.4 degrees, left, to 19.0 degrees, left, with

a corresponding right setting of 10.5 degrees. The rigging was
further changed to provide blade angles of 21.0 degrees, left, and
8.5 degrees, right, for high-elevation testing.

18. Increased shaft horsepower limits for the tail rotor drive
system permitted increase of the sideward airspeed envelope reported
in reference 2, appendix A, from 30 knots in right sideward flight
to 50 knots at low altitude and 40 knots at the high-elevation
site. In addition, left sideward airspeed limits were increased
to 60 knots at low altitude and 50 knots at high altitude. Sideward
flight test results are presented in figures 15 and 16, appendix C.
The variation of lateral control position with sideward airspeed

was essentially neutral. The directional control position variation
was essentially linear with airspeed, except for an abrupt discontinuity
between 15 and 20 KTAS in left sideward flight as reported in reference 2,
appendix A. This discontinuity was noticeable but not objectionable.
Minimal pilot compensation was required to maintain heading during
left and right sideward flight (HQRS 3). Adequate control margins

remained in left and right sideward flight at 35 KTAS to compensate
for minor gust disturbances. The increased sideward flight capability
enhances the ability to hover in high wind.

19. The original evaluation of the Model 309 revealed a tail rotor
power limitation which restricted operation within the normal flight
envelope (para 34, ref 2, app A). This was a deficiency in that

directional control could not be maintained within the tail rotor
drive system limitation while hovering in gusty winds. The tail

rotor power limit was subsequently increased to 450 shp from the
original 350 shp (ref 7). During the conduct of this evaluation,
no difficulty was encountered in maintaining directional control

or correcting for large and rapid yaw excursions within the flight
envelope and the allowable tail rotor drive system power limit.
The previously reported deficiency no longer exists.

Lateral Acceleration Handling Qualities

20. The lateral acceleration handling qualities were evaluated
during lateral performance testing at the conditions shown in table 1.

Representative time histories of lateral accelerations are presented
in figures 11 through 14, appendix C. The expanded tail rotor horsepower
rating permitted full use of the left directional control for right
lateral flight. Rapid deceleration from maximum lateral airspeeds
required considerable pilot compensation due to torque transients

11111111111



resulting from high roll rates and large directional control inputs
required for directional control (HQRS 3). Maximum performance
requires operation at the torque limits. Rapid decelerations (reversals)
from maximum lateral airspeeds required considerable pilot compensation
due to rapid torque changes required to maintain constant altitude

(HQRS 5).

Simulated Engine Failure Chatacteristics

21. The response of the helicopter following a sudden engine failure
was evaluated in level flight from 110 knots indicated airspeed (KIAS)
to the airspeed at maximum rated power in the external stores
configuration at maximum gross weight. Engine failure was simulated
by rapidly rolling the throttle control to the idle position. Flight
controls were held fixed until the minimum transient rotor speed
(260 rpm) was approached. Representative time histories of aircraft
response and recovery are shown in figures 17 and 18, appendix C.
Figure 19 presents a summary of tail rotor drive system transient
loads during the simulated power failure. A summary of aircraft

response is presented in table 4.

Table 4. Aircraft Response Following Simulated Engine Failures.
1 '

Entry Maximum Roll Rate Maximum Yaw Rate Rotor Speed
Airspeed Roll Rate At Recovery Yaw Rate At Recovery Decay Rate
(KCAS) (deg/sec) (deg/sec) (deg/sec) (deg/sec) (rpm/sec)

135 6.5 left 6.5 7.5 left 5 29

139 8.0 left 6.0 8.0 left zero 29

142 16.0 left 8.0 10.0 left 5 31

147 18.0 left 8.0 10.0 left 7 36

155 21.5 left 12.5 10.0 left 4 44

'Average gross weight: 13,880 pounds.
Average center-of-gravity: 198.8 inches.

* Average density altitude: 4810 feet.
Average outside air temperature: 26.6 *C.
Average thrust coefficient: 0.006095
Average rotor speed: 311 rpm.
Configuration: external stores (4 XM159C rocket pods).

22. Aircraft responses following the simulated sudden engine failures
were relatively mild except for rapid rotor speed decay at high

9



power settings and an abrupt yaw to the ieft. Rotor speed decay
increased with increasing entry airspeed from 29 rpm per second at

135 knots calibrated airspeed (KCAS) to 44 rpm per second at 155 KCAS.
This rapid decay permitted a delay of only 0.8 second from power

loss at maximum power to reductions of collective pitch. The
2-second delay requirement of paragraph 3.5.5 of the military
specification, MIL-H-8501A, could not be attained. The abrupt yaw
following power loss provided an immediate cue which was detectable
before rotor speed had approached the minimum transient rpm. In

ball-centered powered flight, the helicopter is in a small right
* sideslip of approximately 3 degrees at 150 KIAS. The abrupt left

yaw following a power loss results in an additional transient
sideslip of approximately 9 degrees. The sideslip angle generated
by the yaw at the high power settings exceeded the sideslip limit

of the safety-of-flight release (7 degrees) but caused no handling
qualities difficulties.

23. Recovery from simulated sudden engine failure at high entry

power settings was initiated by a large, rapid reduction of collective
pitch to arrest rotor speed decay. The roll rate caused by the sudden
power loss increased following reduction of collective pitch. A
large lateral control displacement was required to control roll
attitude. Longitudinal and directional control inputs were relatively
small in establishing a steady-state autorotation. Reduction of

*collective pitch was very effective in stopping rotor speed decay
and rotor speed was quickly regained without longitudinal cyclic

application. The helicopter response characteristics following
sudden power loss observed during this test were easily controllable
with minimal pilot compensation and are significantly milder than
the response characteristics of the AH-1G following a power loss
(HQRS 3).

is



CONCLUSIONS

*GENERAL

24. The following conclusions were reached upon completion of testing:

a. The increased sideward flight capablity enhances the ability
to hover in high winds (para 18).

b. The previously reported deficiency, inability to correct
for rapid and large yaw excursions within the allowable tail rotor
horsepower limit, no longer exists (para 19).

c. The helicopter response characteristics following simulated
engine failures were significantly milder than those of the standard
AH-1G and are satisfactory.

d. One handling qualities shortcoming was observed during
this test. Except for this shortcoming, the handling qualities
observed during this evaluation were essentially the same as those
observed during previous testing.

Shortcoming Affecting Mission Accomplishment

25. Correction of the following shortcoming is desirable: excessive
pilot effort required during lateral accelerations and reversals
(para 20).

Specification Conformance

26. Within the scope of this test, the Model 309 helicopter failed
to meet the requirement of paragraph 3.5.5 of MIL-H-8501A, in that
a rapid rotor rpm loss did not permit the attainment of the 2-second
delay from power loss to reduction in collective pitch following a
simulated engine failure.

11



RECOMMENDATION

27. The shortcoming, correction of which is desirable, should be

corrected (para 25).

•12
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APPENDIX C. TEST DATA
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Hover Comparison 1
Hover Performance 2 and 3
Tail Rotor Performance 4 through 7
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Control Positions 15 and 16
Autorotational Entries 17 and 18
Throttle Chop Summary 19

5I

.i 15



Picuptr t4o. 1!

L %04 Li~&r %E"-45& 2..

* . .3~ik41. ESIIH~ 3-- --- ------

-4

--' -------- ---

.4 . Li A



t7L OO- O~u4Sk NAA/l
E--U - t -TS5tL Cl E-S2

* 4c

K--
-0',. gi LIDS.; OFkT 179Q -H017

5CJ SYIASOL.. DSNt4TE_5D rsiTY

--T -. - 1-1T - ... 1-,-



I -.1..... .. " ,+ -, -- - - - - I ..
- - -t.- -- .- --

I- _+__ __ _ +=- I -- ----- 4--

Dim

-E -U 4~-C1

I I 3 L M' " _ _" + ,- ' ,{ - .. ... 0.. . . .l . . . . . .5 i 7 ... I . . . . . . .+ . . . . 2 . . . . + . .

S+ {' I ""I .. " T -

-- 4

H- r L w Trj-

-I I - -: I '

,oI ~ ~ ~.. ... ....- . a - . .. / :. .

I I I i

: ~ .. ... ... . .. ... .... .. ....

- ---- ----- --- ----

=+ + .... .................. .. ....... .......'  ....-------......----
• I Ii +

--- -- - --. . . . ... . . I. .

,,. .... .... .......

- 4-...... --i --- - P .. . . . . ... ..,,; , ,! ...

at i "b 7 ',

. .... .. . ..... ..... - ---

'~~ 
_7 .. . 1

IF"i

... -.. .L.. .u. . ... +



"P.I seeKf_:itT F-T;k 5Mm - P.P4

NLTO-TUD* OF' 62.0o wr

I:TTUI OF 17PO2
-72

60! -11s:;

I in
As 4i10

IWan.,~ <-J
t ... ..



ZELLMo.L3,UA
'SKID REIGHT, O&C I i

77

T~i

Id_

-A-

11 rA~ ai

No-i-as RD opT. sY'oi. Ct~N1t Kx ~ TY
* A~T~TU~ 01 ic

2)5OL-I28



FT77.IC-L j - N. Go I

- D~otj~ TAL- Rama.a Pmmpomxxxmcm
ALL. MOO6L- 509, USA mN/

E--W-1b~r- MODELi. T55-L--1C 416 E-5z(E)

zrzD
-T9 -- 4I

IT . . - -- -i ----- ...
Z -NS4.;B .EN TY

* ~ ~ ~ 3 0i -- NYW s5NOE DI~STVi

4) FUL LA.~FT I R C.TI0

LCO SOL'qWBOL
ANO e PEGFkEE.S T44I

AN 'MOROPEN E3
SYMBOLS

.. . ..... .j

r* PRO V jr~ublrxt+
Cpr-Pil~lA-r



-F'

iTZ 4IKLU4 Ndu FM4 7-.-mtZE

1<IkLI AUGHT Ma

300

TA Q~qLCT~04A~. T~.%IEL =4.2.2.. IHCHES

71

"IL Lq..
BLIEM !Yro eA044 LE C3~

... J...7 so- i 140 v
I~T 4SPA Rva~LNT!~

-. I 4 UUL~RE~+0N 22



*~ ~ ~ 0 . rTt - PF

% ,'7 - i........... . ... <-,... .r .. . -

.. .4 1- * + " ' . . . .. . . .p - - -t. . .; - -.. .......--4- --- --:

-. ---t --- . ....... . .. . ...: t r -. L , _' . ....' - ' - ------- --

-- -- I ~ ~ ~ ~ ~ ~ ~ ~ ~ ~ - - -- -- .- .. . . . . . . . . . .. . ... J

: : - ' :~ ~ ' ''i , ''

4-0 160 h2 I

,* - - : : -I , -- 1 --- " t l l! l ' °l c n 'li .:--.- ---- --.- p t-i

I H- I & r Ji 
3  I i ' " i .' ' " l .

! ... - . - t -- !. .. ---- .. . i :1 i i ! ! -- -

4 I ** -- *i-

' [_i .i'1 1 -t < I "

t- I 1 " '- : " -S - - - . - i--"-- --t.. !'- T1 J 1 ---I-- *-- --*-

......, 
_ 1 1 1 71_

li " i ........ iX ~i. I - t ! I ' I I * ' ' : i i.-F-



~~7~KFk"Wz No. 9

Pi i AI1r Alica a AVG COVAM-WKATIOVA
omst o,~jr MOTIO C,.

t"9.X 0kALTITU DE - sp. E
1K 1 -IS. -'-FT -C -RPM

TTRE

-4 1 -------- 5

II rl

a.. 30



~F44L~a t~~2R !1T
AvF, myc ANdKA A& AVC4. CONF~oo1 10K

. . . . . . .

*IFLw*.G~tD "v.1b OO'NarI-S ILEFT OIPtECTkCDNALLI tRU$%l NW TO M14NTAM44 .4MADING- -

I O ULi. Lr-roi~cTt6N.L .owrk~oL-- 2-1

G5IRKE. SAM t 0R5TIOW E PI-1AWUL.......

.... ...... .
1it



IIU
IIIw 0 A..

ri

-~ .0

J j4IT a

1,~tfii ow

IFA I I Ti.1

-JA% I-MI Jd1OM O CA Q XV 4AW
%ZV LVMA -i-iL"0

~ 01 26



((
Vw

40

w -o

t
44 OL

i n a

a 'a

d% ./ 
I

A e

I T

~Mfl. 0 V. a

1  
p -

aJ I

$ 
0

j d

Raid

NI40 WOLON ,gIVj 0V W."91 .Mt

TrT
733/&dLU -'gn-~

27



w 1AI' ai I Iz

I~ ti

0

0' 0

in I I~ Am L"Vs
"d* NSS mamf mIP " A

w(onmo
"M HWU vna.- F0UM V30 MU 0

I' -J 'I

I, I28



ul

-u 
0

4I~_ J-I

Of'
-; 'I I

40 

aI o a SO

-5 0

I Im

"L4 W"A .3f/._ V4" a vc "A 'I NItZL*A 120"lILV Im~d INL"0

I2



DESITrY, 'AT ~ ~ CT.

Ui L ASiTDE - -. K . - 4 ---

-~ic -F

M C ~

I~~~~- 
- - -- ---- 

- -* - -.

V.ci -NC LF

'I~~ 
I ---

*~~4 6i0 go---K--- A L4TDE 0.~ AL~ T

L r~ NL



FicaiURE No. 16

ftLL MooELt3O9,USA/m N/A

AV1a AVC AMC% A4Ca% ^JVC& AVGa CON FIQUAATIO
GROSS CGI DENSITY OAT RalOR C.,.
WdKICKT LOCATION ALTITUDE SPEED
-Lb -IN. -FT -Or -RPM

12S50 IOJG8 S08o rLs sit .oom4Z3 EXTERMAL STORE5.

NOTE 5CA ON(4- KM-ISSC MCKET PODS)

TOTAL: FULL LEFT DtRECTIONA"L CFN(&.I

* TTA 1.AE~~LWOTULT.AEi. FUL LEF 114. IO CNTO

- L 6-- TOT19 GR ES T AL a T

L.JiIAi. _______l L_9-___

40 44
L EFT1



ILII

z z

q g

AI "N lu A

I LU

P,

WwAM Mal "-LI '9Wftt

S21vu i'OUM LUWA

~~\ ~2igli



cc z
0-0

DI 0

w I j

C) k

rlF -' I I. . )

-j dd I-

01 .i I \

L), _j

N - i

ofI

w) /0asiv^V

ifd

' I LA m I m

~S Qii-m /NIL D*
33



M -311v jIu

I~ ~ ~ ~ ~ ~ ~ ~ ~~- ---- '---- --- -------c,,! ,_r- ; p i;

11
.t L44 kOT -,4 -- M ATa

t Is11 r
-,--A.-!- -- ----- -_

m___.l__ --Lon m -]-4 W~mm !-x MWm¢ A L_: ,; I

A -7 (4 .-" - -- -- I

I - -(

- - + ... ... S" "-- -- --

l- ---+EE S L .... .---m ----- ----- - --- p ---------

i ' ~. ] -

O -

I" 1 1 IZW I : , .I 4 U v Drum.

.. . .. I I . I I ,

7=ii

....

-- 4 -

~~* .. . . . . ... ..... ......... ..... .. .,- _ . . _... . .. ... ... .. - _
-I

. U

60 SLO 1 1(0 1

..... . 14 . .....



DISTRIBUTION

FinalIAgency Reports
Commanding General
US Army Aviation Systems Command
ATTN: AMSAV-EF 25

PO Box 209
St. Louis, Missouri 63166

Commanding General
US Army Combat Developments Command
ATTN: CDCAHTS-TE 25
Attack Helicopter Task Force
2461 Eisenhower Avenue
Alexandria, Virginia 22314

-



Security Classification

DOCUMENT CONTROL DATA - R & D
(Security classification of title, body of abstrac t and iundexing annotation ust be entered when the overall report Is classified)

I ORIGINATING ACTIVITY (Corporate author) 2a. REPORT SECURITY CLASSIFICATION

US ARMY AVIATION SYSTEMS TEST ACTIVITY . - .....
EDWARDS AIR FORCE BASE, CALIFORNIA 93523 2b. GROUP

3 REPORT TITLE

SIDEWARD FLIGHT, HIGH-ALTITUDE EVALUATION, AND SIMULATED ENGINE FAILURES
KINGCOBRA MODEL 309 ATTACK HELICOPTER

4. DESCRIPTIVE NOTES (Type 31 report and inclusive dates)

FINAL REPORT 7 July through 8 August 1972
S. AU THOR(S) (First name, middle initial, last name)

JOHN I. NAGATA, Project Officer, LESLIE J. HEPLER, MAJ, TC, US Army, Project Pilot

GARY L. SKINNER, Project Engineer, GARY A. SMITH, PFC, US Army, Project Engineer
ROLF JUNGEL, Project Engineer
6 REPORT DATE 78. TOTAL NO OF PAGES 7b. No OF REFS

AUGUST 1972 3 7 13
a. CONTRACT OR GRANT NO 9a. ORIGINATOR'S REPORT NUMBER(S)

b. PROJECT NO USAASTA PROJECT NOS. 72-31 and 72-34

r. "i.. OTHER REPORT NO(SI (Any other numbers that may be assi ned
this report)

AVSCOM PROJECT NOS. 72-31 and 72-34
d. NA

t0 DISTRIBUTION STATEMENT

IBT~m'rzO_~TAEMEIT A
Aipp d for p c Isq

It SUUPLEMENTARY 'OTES .

13 ABSTRACT

The US Army Aviation Systems Test Activity conducte&'a limited evaluation,of the
performance and handling qualities of the 8-11-44-eeter Compant Model 309 helicopter
at Arlington, Texas, and Alamosa, Colorado, a high-altitude site, during the period
11 July to 8 August 1972.1The evaluation required 7 hours of flight time. Previous
testing had been accomplished-at the contractor's facility during the period 5 June
to 6 July 1972-pand a report was submitted. Except as noted in this report, the
performance and handling qualities were essentially unchanged from those observed

during the previous testing. The tail rotor horsepower limitation previously reported
as a deficiency no longer exists due to an uprating of the tail rotor drive system
from 350 to 450 shaft horsepower. The increase in sideward flight airspeeds to
60 knots in left sideward flight and 50 knoti in right sideward flight at low

altitude, and 50 and 40 knots in left and right sideward flight at high altitude,
enhances the ability to hover in gusty winds. The standard-day out-of-ground-effect
hover ceiling at the TOW mission gross weight of 12,385 pounds is 14,340 1eet
and at the maximumiallowable gross weight of 14,000 pounds, is 9950 feet. The
hot day (959F) out-of-ground-effect ceiling is 4300 feet at maximum gross weight.
Lateral acceleration maneuvers were conducted at both high- and low-altitude sites.
Left lateral acceleration was limited by the transmission torque limit to 0.33g
at the low-altitude site and 0.24g at the high-altitude site. Right lateral accelera-
tions were limited by directional control to 0.28g and 0.14g at the low- and
high-altitude sites, respectively. The helicopter response characteristics following

simulated engine fa lures were significaltly mider than thaiof the. tandrd
AH-1G and ar satisfactory. One snortcomn., eecessve piot workoa urng

n1n ..frolnaeCtn a anA youaronla ijun 4 hnt fle

DD I NOV "1473 PR. Am@.
Securitv Clasiftcation

Z 0-Mn



Security Classification

14 LINK A LINK S LINK C
KEY WOROS

ROLE WT ROLE WT ROLE WT

Limited evaluation
Performance and handling qualities
High altitude test site
Increase in sideward flight airspeed enhances
Out-of-ground-effect
Characteristics following simulated engine failure

i

*i

Security Classification

4
-. .-


