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Summary.—This paper gives the results of an investigation into the effects of wing torsion in a ternary-type spring-
tab flutter. The results presented are for a series of calculations on an idealised system having degrees of ireedom in
wing pitch, rotation of the control surface and rotation of the tab; the pitching degree of freedom is spring restrained
and is intended to represent wing torsion. The tab is restrained as a trim tab or pure aerodynamic servo tab, but the
results are expected to apply qualitatively to a spring tab.

A comparison is made between these results and those of earlier investigations into a similar problem by Wittmeyer!
and Wittmeyer and Templeton?, where the main surface mode considered was one of vertical translation to represent
wing bending. From this previous work criteria were suggested for the prevention of this type of flutter, and in an
analogous manner criteria are now tentatively proposed for prevention of wing torsion-aileron-tab flutter.

1. Introduction.—Past investigations of spring-tab flutter have considered in the main a ternary-
type flutter involving one wing mode, rotation of the aileron and rotation of the tabt. The wing
mode usually considered was one of wing bending represented by vertical translation under a
spring restraint. Little investigation of a general character has been made into the problem of
spring-tab flutter where the wing mode involved is one of torsion. This paper gives the results
of an investigation into this problem where pitching of the wing replaces vertical translation.
The pitching degree of freedom is spring restrained and is intended to represent wing torsion.
The tab is restrained as a trim tab (the representation being equally valid for a pure aerodynamic
servo tab), but the results can be expected to apply qualitatively to a spring tab also.

The work of Wittmeyer and Templeton"?, in particular, provides an interesting comparison
with this investigation. They dealt with the flutter of trimming and spring-tab systems and
suggested criteria for the prevention of flutter of these systems. They pointed out® that, although
their proposed criteria did not apply to systems which have considerable amounts of pitching in
the wing mode, it might be that modifications to the constants %, to &, could be found to cover
such cases. This possibility is investigated in the present paper.

2. Description of the System.—2.1. The System and its Degrees of Freedom.—The idealised
wing-aileron-tab system which has been investigated (Fig. 1) is a rectangular wing of 6-ft chord
fitted with a rectangular control surface of the same span s and having a chord of 1-2 ft. The
tab, which is of span s, occupies a cut out on the trailing edge of the aileron and has a chord
of 0-36 ft. These relative dimensions for the chords of the various surfaces are considered to be
reasonably typical of a modern aircraft.

* R.A.E. Report Struct, 203, received 9th October, 1956.

t For simplicity reference is made here and throughout this paper to the wing-aileron combination ; analogous cases
always exist for the elevator and rudder controls.



The system had the following elastic constraints:
(@) A constraint in respect of the uniform pitching of the wing
(b) A constraint in respect of the rotation of the aileron relative to the wing
(¢} A constraint in respect of the rotation of the tab relative to the aileron.
The wing is fixed against vertical translation.
The degrees of freedom considered are:
(i) Pitching of the wing about an axis at 30 per cent chord aft of the leading edge
(ii) Rotation of the aileron relative to the wing
(iii) Rotation of the tab relative to the aileron.

2.2. Structural Details.—The relevant inertia data are as follows:
(a) Wing mass = 40 lb/ft span (including aileron and tab)
(6) Aileron mass = 10 1b/ft span (including tab)
(c) Tab mass = 1 Ib/ft span.

The c.g. of the aileron is assumed to be on its hinge line throughout. The basic c.g. position

of the tab (without mass-balance) is £ = 0-10c, and tab mass-balance is added to vary the tab
€.g. position.

The radii of gyration about the appropriate rotational axes for the wing, aileron and tab are
25 per cent of the appropriate chords.

Tab mass-balance is distributed along a line 1 in. forward of the tab hinge line.

With these structural details it can be verified that in the basic condition (dm#)/I, = 0-0168.
The A.P. 970 criterion for prevention of tab flutter® is

8, < (@mx)[I, < (1 — 8,)K — (N + 1)(1,/1,),
where d 1s distance between tab and aileron hinge lines
m is tab mass
is the distance of tab centre of gravity aft of the tab hinge line
is the aileron moment of inertia about its hinge line
1s the tab moment of inertia about its hinge line.

is a factor depending on the ratio of tab to control surface chord

= e e Y

is the follow-up ratio (zero for a trimming tab)
4, and é, are safety margins.

For the configuration used in the present investigation this criterion reduces to
0-003 < (dm#)/I, < 0-0152, so that the criterion is not met without additional tab mass-balance.
The range of tab centre-of-gravity positions for which the criterion is met is

0-0147¢, < £ < 0-0857c,.

2.3. Structural Parameters Considered.—The following parameters are varied in the flutter
calculations:

() Tab mass-balance weight, in terms of which all the inertias are expressed
(6) The ratio of the uncoupled natural frequency of aileron rotation to that of wing pitch
(c) The ratio of the uncoupled natural frequency of tab rotation to that of wing pitch.
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Throughout the calculations the c.g. of the aileron is assumed to be on its hinge line, implying
that the aileron mass-balance is changed with the tab mass-balance, as it normally would be in
practice. The range of values of the parameters considered are as described below.

(i) Tab mass-balance is varied such that the tab c.g. position ranges from & = 0-10¢, (its basic
value) to £ = — 0-10c¢,, although a few cases are considered outside the latter limit.

(ii) Aileron natural frequency is varied between zero and a value 4/2 times that of the wing
torsional frequency, which is kept constant throughout at 15 c.p.s.

(iii) Tab natural frequency is varied between zero and three times that of the wing torsional
frequency.

3. Calculations.—Ternary flutter calculations were carried out as described by Templeton®.
Solutions of the flutter determinant were obtained in the main using the Royal Aircraft Establish-
ment Electronic Flutter Simulator.

The derivatives used in calculating the aerodynamic coefficients were those given by
Minhinnick* for a Mach number of 0-7. It was found that the solutions of the flutter determinant
fell into two groups which corresponded roughly with the values of the derived frequency para-
meter. These groups were (a) one corresponding to a frequency parameter of 1 and () one
corresponding to a frequency parameter of 2 and over. The order of agreement between the
assumed and the calculated values of frequency parameter in order for the flutter speed to have
been considered as sufficiently accurate was taken to be similar to that given by Templeton®.
This agreement was achieved without difficulty in the case of solutions corresponding to the lower
frequency parameter. In the case of the higher frequency parameter solutions, however, this
balancing was not possible. The control surface and tab derivatives are only tabulated for
frequency parameters up to 1-4. In the calculations the values of the control surface and tab
derivatives corresponding to this frequency parameter have been used for all higher values.
This amounts to an assumption that these particular derivatives are tending to some asymptotic
value at high frequency parameters, which is likely in practice. Where very low flutter speeds
are found, however, the frequency parameters being correspondingly high, it should be remembered
that the speeds are not accurate.

The elastic matrix corresponds to that for a trim tab or a pure aerodynamic servo tab, all the
coupling terms being zero. Thus, if ¢, is the elastic stiffness for the torsion mode, the matrix of
the elastic coefficients can be written as

575 = €11 1 O 0
0 7 0
0 0 7y

This notation allows variations in the control surface and tab natural frequencies relative to the
wing to be made easily.

4. Results.—The results of the calculations are plotted in Figs. 2 to 6 as curves of critical flutter
speed against tab c.g. position. For each figure the tab natural frequency is kept constant and
the aileron frequency has the four values 0, 7-5, 15 and 212 c.p.s. as plotted on the diagrams a,
b, ¢, d respectively. The values of the tab natural frequency in Figs. 2 to 6 respectively are 0,
9, 15, 30 and 45 c.p.s. In Fig. 7 the results of binary wing-aileron flutter calculations are plotted;
the aileron c.g. is still kept on the hinge line. This was the main type of flutter experienced with
the ternary system when the tab was in the overbalanced* condition. The wing torsional
frequency corresponding to all the Figs. 2 to 7 is 15 c.p.s. The figures on each curve represent
the frequency parameters at particular points.

* The terms ‘ overbalanced ' and ‘ underbalanced ’ refer respectively to the c.g. position being in front of and behind
the hinge line,
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Tt is convenient to discuss the results in the separate groups according to the tab natural
frequency considered. The following points then emerge.

4.1. Resulls for High Values of the Tab Natural Frequency, i.e., f, = 30 or 45 c.p.s. (Figs. §
and 6).—(a) There is no flutter of the system with zero mass-balance (£ = 0-10¢,) whatever the
value of the aileron natural frequency considered. When resonance occurs between the wing and
aileron, for f, — 30 c.p.s. a region of low damping occurs at speeds slightly greater than 200 ft/sec.
This indicates that the nose of the right-hand branch of the curve, which exists for other
frequency-ratio conditions mentioned below, lies very near to this region. The low damping was
not present for /, = 45 c.p.s. indicating that the nose of this branch has moved off to the right.

(b) For small amounts of tab mass-balance, such that # lies between 0-085¢, and 0-10c,, flutter
still does not occur.

(c) If the tab is statically balanced then the flutter speed depends on the appropriate value
of £, As fyincreases from zero the critical speed V, decreases until a minimum value is reached
when resonance occurs between the wing and aileron natural frequencies. For further increase

of /, there is a sharp increase in V,, the rate of increase with f; being greater than that of decrease
on the other side of the resonance condition.

(d) When the tab is overbalanced, there is very little change in V, from the statically balanced
case for those values of f; less than f,. When resonance occurs there is a slight increase in 1, as
mass-balance is increased. ITor a further increase in f; the flutter speed continues to fall until
the point is reached where the tab c.g. is as far forward of the hinge line as it was initially aft.
In all cases the flutter speed for the heavily overbalanced tab has roughly the same value.

occurs when f; is greater than f,. Tor all practical purposes there is little change in flutter speed
caused by the increase in tab natural frequency to 45 c.p.s. (Fig. 6) from 30 c.p.s. (Fig. 5).

The largest range of tab c.g. positions for which there is no flutter (0-021¢, << £ < 0-10¢,)

4.2. Results when Resonance Occurs Between the Tab and Wing Natuval Frequencies (Fig. 4).—
(a) Irrespective of the aileron natural frequency, a right-hand branch of the flutter curve now
exists and covers the condition of zero tab mass-balance (¥ = 0-10¢,). This second branch of
the curve extends to very low speeds for small values of mass-balance weight and in fact the zero
critical speeds noticed by Wittmeyer' are again obtained here, although in this case they do not
correspond to f, = f, = (0. In the case where there is complete coincidence of frequencies,
f. = Js = [, the calculated speed is not actually zero, which is unusual as a coincidence in fre-
quencies often leads to zero flutter speeds. It is possible that structural damping may seriously

influence these very low-speed flutter conditions, but this has not been investigated in the present
work.

(b) The left-hand branch of the flutter now extends to just beyond % = 0-07¢, for low values
of f; and is very similar to the corresponding branch of Figs. 5 and 6. When the aileron frequency
reaches the wing frequency, the two branches of the curve join up (see Fig. 4c), so that for a
region f, = f, = f,, flutter cannot be eliminated for any value of tab mass-balance. The lower
critical speed is, moreover, very low throughout this region, which must evidently be avoided in

practice. Finally, as f; exceeds f,, the two branches separate, and the left-hand branch rapidly
recedes again with increasing f; as in Figs. § and 6.

4.3. Results for Tab Natural Frequency Less than that of Wing (Figs. 3 and 2).—1In this instance
the same types of curve are obtained as those described in section 4.2 above. Some slight
differences do occur, however, and these may be classified as follows: The right-hand branch,
which in the previous instance had been noticed in connection with zero critical speeds, has now
moved away from the horizontal axis. For low values of tab mass-balance and f; less than f,,
the nose of this right-hand branch is narrower than that of the corresponding one of Fig. 4. For
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all the other combinations of tab mass-balance and aileron natural frequency the sets of curves
2, 3, 4 are closely similar. The reduction in £, has had little effect on the flutter characteristics of
the system, and in particular it can be seen that the region in which the two branches join together

iS f, = fp = or >

4.4. The Binary Results.—In Fig. 7 the results of the wing-aileron binary calculations are
plotted ; these calculations yield an approximation to the left-hand branch of the ternary flutter
curve. For values of f; less than f, the lower critical speeds for the binary-type flutter are lower
than those in the corresponding ternary case. The difference is greater when comparison is made
with the corresponding ternary cases for the lower values of f,. Similarly, the upper critical
speeds for the binary are lower than the ternary values; the effect of the tab being to increase
the area in which flutter occurs. The shape of the curve is not greatly affected when f; = f, (there
is, of course, no other curve which can join up with it), but for f; greater than f, it recedes so
rapidly that no flutter remains when f; has reached 21-2 c.p.s. The binary-type flutter corre-
sponds most nearly to the ternary flutter with very high tab frequencies. Binary-type flutter
occurs mainly in the region of tab overbalance and does not, as in the left-hand branch of the
ternary flutter, extend over a fairly large part of the underbalanced region as well.

4.5. The Flutter Free Regions.—The flutter-free regions obtained for the frequency conditions
considered are summarised in tabular form below, where the regions are defined by their limiting
tab c.g. positions. '

TABLE 1
f. = 15 c.p.s.
Tab c.g. positions defining flutter-free regions
e /s - , ) o ‘ o
(c.pjvl.s.) (c.p.s.) Figure =
\ Region |Left-hand branch Right-band branch
0 0 2a > 0-068c, < 0-072¢,
75 2b () > 0068, < 0-069c,
15 2¢c Continuous flutter region
21-2 2d > 0-022¢, < 0-036¢,
9 0 3a 1 > 0:071e, < 0-075c,
75 3b L (d) > 0069, < 0-085¢,
15 3c Continuous flutter region
21-2 3d > 0-02¢, < 0-027¢,
15 0 4a, > 0072, < 0-071¢,
7-5 4b (d) > 0-07c, < 0-070¢,
15 4c Continuous flutter region
21-2 4d > 0-019, < 0-024c,
30 0 5a 1\ © > 0-071¢, No branch < 0-10c,
7-5 5b J > 0-07c, No branch < 0-10¢,
15 5¢c (b) > 0:055¢, *
21-2 5d (a) > 0-017¢, | No branch < 0-10¢,
45 0 6a 1 © > 0:079¢, . No branch << 0-10c,
75 6b J > 0-083c, No branch < 0-10¢,
15 ! 6c (b) > 0-06¢, i No branch < 0-10c,
21-2 6d (a) > 0-021c, No branch < 0-10c,

* Low damping at 0-10¢, at V, = 200 ft/sec.
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The flutter-free regions given by existing criteria* are, for comparison:
AP, 970° 0-0147¢c, < % < 0-0857c,
Criterion I — 0:0773¢c, < £ < 0-0451¢,

Criterion 11 0-0046¢, < £ < 0-0451¢, } Wittmeyer and Templeton®.
Criterion III 0-0046¢, << £ < 0-0517c,

It can be seen from Table 1 that five general flutter-free regions are obtained, of varying degrees
of importance, and these are considered below :

(a) To obtain freedom from flutter over the widest possible tab c.g. range it is necessary to
achieve the frequency conditions of Figs. 5d and 6d, i.e., f,/f, = 2, f3/f. = +/2 (and
possibly also £,/f, = 1/2). If these frequency requirements are met, then the flutter-free
region 1s defined by the relation 0-021¢, < # < 0-10¢, (the or1g1na1 value).

(b) A second flutter-free region, depicted in Figs. 5¢ and 8¢, covers a rather more restricted
tab c.g. range. The frequency conditions to be satisfied are f,/f, > 2, f; = /, and the
flutter-free range is then defined by the relation 0-06¢, < % < 0-10c,.

(c) The third region, Figs. 5a, 5b, and 6a, 6b, exists when the frequency conditions f,/f, > 2,
Jslf = 0-5 are satisfied ; the flutter-free region is then defined by 0-085¢, << £ < 0-10c,.
The range of tab c.g. pos1t10ns here has been limited so that it only includes positions
within the range of mass-balance considered. The right-hand bound of the flutter-free
region is in fact much further to the right of the basic tab condition as isolated results
have shown, the actual flutter-free region being much wider than that defined above.

(d) Other flutter regions can also be distinguished corresponding to Figs. 2, 3 and 4. These
regions are so small that, when an appropriate safety margin is allowed in the form of
a small shift of the limiting tab c.g. position into the stable region beyond the nose

of the curve (the movement assumed here was £ == 0-005¢,), they become non-existent
or are negligibly small.

4.6. Summary.—The overall picture which emerges from these results is that the ternary
spring-tab flutter involving a main surface torsion mode may best be prevented, or the possibility
of it occurring be minimised under the following conditions :

(a) A high value of the aileron natural frequency, greater than that of wing torsion

(6) A high value of the tab natural frequency: twice that of the wing torsional frequency
would seem to be a reasonable value

(¢) Slightly less than static balance of the tab combined with at least static balance of the
aileron.

Providing the tab is underbalanced or at most statically balanced the particular effects
associated with the frequency conditions (a) and (b) above are as follows: For a particular value
of f, the high value of f; required by (a) will ensure that the lower critical value of V, on the
left-hand branch will be as high as possible. If f; is now fixed at this high value and f, increased,

the effect will be to increase the lower critical speed for the statically balanced tab but for slight
underbalance of the tab the effect on flutter speed is small.

Flutter may also be prevented over more restricted ranges of tab c.g. position under different

frequency conditions as we have seen in section 4.5, but these methods are secondary to that
outlined at the beginning of this section.

* ’Ihebe eu@tmg criteria, which do not relate spec1ﬁca11y to wing torsion-aileron- tab flutter, are discussed later in

section 5, but for convenicnce of comparison the flutter-free regions associated with them are stated immediately after
Table 1.
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The worst possible case from the flutter point of view occurs when there is resonance between
all three of the natural frequencies. When f; = f, it is impossible to obtain a flutter-free region
for any value of f, < f, for all values of the tab mass-balance weight considered. Dangerous
flutter conditions are also evident for all frequency ratios when the tab is overbalanced.

5. Comparison with Earlier Work.—At present there are several criteria available by means of
which a designer may estimate whether a projected spring-tab system will be free from flutter.
These criteria fall into two groups depending on their derivation and the possible application
of these or some modified form of them to the system studied here will be considered.

5.1. The Wittmeyer-Templeton Criteria.—In two previous reports by Wittmeyer' and Wittmeyer
and Templeton?® criteria are developed for the prevention of flutter of tab systems. The first
work done by Wittmeyer was for a trim-tab system and flutter calculations were performed for
the ternary system having degrees of freedom in wing vertical translation, aileron rotation and
tab rotation. The wing vertical translation under a spring restraint was taken to represent wing
bending. From these extensive calculations he was able to formulate three criteria for the
prevention of flutter of this type of system. Wittmeyer and Templeton then developed the scope
of the work and proposed criteria, similar to those mentioned above, for a generalised spring-tab
system which they call the S-system. As special cases of this S-system there are the spring tab,
trimming, servo, and geared tabs and, by appropriate modifications to the criteria developed tor
the S-system, results for the other systems were deduced.

The criteria applied to a trim-tab system such as that considered here are as follows:

Criterion I.—The following conditions are to be satisfied:
Llfs = 2k, Ll = 2ks, [olf, < ks where k; =1 (1= 1,2, 3)

(1) Pt > FZ(/"J ’ic: 7’.t; Pc; 9) _,_ 64
(Z)Pt< Fl{lu’ic: (1 ‘}*N)it—l““ssN,Pa:Q}’“aa ’

the functions F, and F, being defined in list of symbols. From (1) and (2) the flutter-free region
for this system is defined by the inequality — 0-0773¢c, < # < 0-0451c,.

Criterion IT.—This results from the criterion above by omitting the second frequency condition

when this cannot be met and replacing the inequality (1) by p, > k&, where the suggested value
for kg is 0-1. The flutter-free region is now reduced to that defined by 0-0046¢, < ¥ < 0:0451¢,,
the greater restriction on the forward limit of the tab c.g. position being imposed to counteract
the relaxation in frequency conditions.

Criterion ITI.—There is a further relaxation in the frequency conditions here, the only

condition to be satisfied being f,/f; = 2k,. The limits of tab c.g. position for the flutter-free
region are determined from two new inequalities:

mx = 0-4kepc,c’qs
and i
(1+ N)I,+ (E, — E;)c,mx
I,
where the suggested values for the constants are 2, = 1, k&, = 0-1, kB, = 1. The flutter-free region
is then defined by 0-0046¢, < £ < 0-0517c¢,.
The range of validity of the criteria is y =86; 5, =1 to 7-78; p, == 0; 7, = 1-31 to 13-1;
E =0-2to 0-4; p =0-13 to 0-25, and it is suggested that they may be extended to cover

values of u up to 50.  All the values of the relevant parameters for the present system lie within
the ranges recommended above except that for p which has the value 0-3.

7
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We will now examine these criteria to see whether any simple modifications can be made to
them so that they may be applied tentatively, as recommended flutter preventatives, to the case
in which the main wing motion is one of wing torsion. The main frequency condition for pre-
vention of flutter, common to all three flutter-free regions defined in section 4.5 is that £,//, = 2.
This frequency condition appears only in the first of the criteria mentioned above (on replacing
/. by 1.), to which we shall mainly confine our attention. The two other frequency conditions of
Criterion [ are satisfied in the flutter-free regions (b) and (c) of section 4.5 (the relation £,[f; > 2
being implicit in the frequency conditions satisfied in these regions). The frequency conditions
appropriate to the main flutter-free region do not, however, fully satisfy those of Criterion I.

The aim is to derive three modified criteria for the prevention of flutter from the original
Criterion I which will cover the flutter-free regions (a), (8), (c) of section 4.5. It is evident that
the first of these modified criteria involves a change in both the frequency and inertia parts of
the Criterion I, whereas the second and third only need modifications to the inertia part.

First Modification of Criterion I.—Part of the largest flutter-free region found in the calculations
(region (a)) is included in the tab c.g. range defined by the original Criterion I. By changing the
values of the constants in this criterion it is possible to move the tab c.g. range defined by it in
its entirety to the right so that the whole flutter-free region is included. Thus if in the inequalities
(1) and (2) we give the constants the values &, = 0-64, k; = — 0-25, §; = 0 and é, = 0-09, the
tab c.g. range defined is 0-026¢, << ¥ < 0- 100, and this allows a safety margin of £ = 0- 0050,
at the left-hand bound of the region. The right-hand bound is kept at the basic tab c.g. position
(63 = 0) and this will represent a considerable safety margin as the right-hand branch of this
flutter curve is well to the right of this point. The frequency conditions to be satisfied are
Jolfa = 2, f3lfa = +/2. There is no corresponding frequency condition here to the first one given
in the 0r1g1na1 criterion, due to the fact that the second frequency condition given here requires
that f; > f, whereas prev1ously Js < f. was required.

Second Modification of Criterion I.—The tab c.g. range to be defined here is 0-0685¢, < % <
0-095¢,, thus allowing a safety margin of # = 0-005c, at either end of the flutter-free region.
This range does not coincide with that defined by the inequalities (1) and (2). It can, however,
be defined by these inequalities if the values of the constants Z, and %; in the functions F, and
F, are given the values 0-66 and — 0-47 respectively and by taking the values of the safety margins
d; and 4, to be 0-05 and 0-07 respectively. The appropriate frequency conditions are f,/f, > 2,
Jslf.. = 1; the first frequency condition of Criterion I being implicit in these conditions.

Third Modification of Criterion I.—A reduction of the aileron frequency from the wvalue
appropriate to the second modified form of Criterion I but with the same tab frequencies resultsin a
shift of the two branches of the flutter curve to the right (Figs. 5a and 5b, 6a and 6b). As we are
arbitrarily limiting the investigation to tab c.g. positions forward of the basic position at 0-10c,,
this lowering of f; reduces the size of the flutter-free region to the tab c.g. range 0-090¢, < ¥ <
0-10c,. This allows a safety margin of 0-005¢, at the left-hand bound of the region ; the right-hand
bound is kept at the basic tab c.g. position for the same reason as that given in the first modified
form of the criterion.

The flutter-free region can be defined using the original inequalities (1) and (2) but with the
values of the constants %, and %£; amended to 0-64 and — 0-57 respectively and the safety
margins set at 4, = 0-06 and 6; = 0. The corresponding frequency conditions are f,/f, > 2,
Jelfe < 0-5, which again fully satisfy the frequency requirements of Criterion I.

It is quite possible that the relation f,//, = 2 common to all the three flutter-free regions found
is too conservative and that some smaller value of the ratio will ensure that flutter is prevented.

The Original Criteria 11 and I'I1.—The range of values of tab c.g. positions defined in the
three modified criteria are the only ones in which flutter can be prevented. These ranges could
be defined in a different manner using the expressions of the original criteria IT and III. The
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- frequency conditions of II, however, do not ensure that /,/f, = 2 (f, being substituted for f,) and
we have seen that only if this condition is satisfied will flutter be prevented, so that the criterion
is not applicable to this system.

The only frequency condition required by Criterion III is f,/f; = 2, and, as for Criterion II,
this restriction will not be sufficient to prevent the wing torsion-aileron-tab-type flutter, so that
the criterion is not applicable.

5.2. The A.P. 970 Criterion®.—The criterion requires that the tab c.g. position shall be such
that the following inequality is satisfied :

~

dmz

I,
where the symbols are defined in section 2.2. Further, it is recommended that the frequencies
shall satisfy the inequalities (2) £, [f; = 2. (b) /,/f, = 1-5. With these conditions satisfied
flutter of the wing bending-aileron-tab type should be prevented. The limits on tab c.g. position
are based on some theoretical considerations of binary aileron-tab flutter by Collar and Sharpe®
and on the need to prevent the ternary type of flutter (with wing flexure) that occurs with an
overbalanced tab. The recommended values for the safety margins are 4, = 0-003, 6, = 0-2.

|3

3 5 < < (1—68)K — (N +1)

|

>

i

As we have seen earlier the range of tab c.g. positions given by this criterion is 0-0147¢, < # <
0-0857c,. Ifwereplacef, by/,in the recommended frequency ratios it can be seen (Figs. 5a, 5b, 5¢,
6a, 6b, 6¢, and Table 1) that prevention of the torsion-type flutter by mass-balancing according
to the criterion will not be possible. Flutter of this type can, however, be prevented over a
similar range of tab c.g. positions for somewhat different frequency conditions. Thus, a flutter-
free region (a) exists (see section 4.5) between the limits 0-021¢, < # < 0-10¢, providing that
Hlfe = 2 and fy/f, = 4/2 and possibly f,/f; = 1/2. This region is defined by the inequality (3)
when the safety margins are given the values 6, = 0-0047, é, = 0-136.

Similarly, the flutter-free regions () and (c) of section 4.5 can be defined using this inequality.
The appropriate values of the safety margins and the corresponding frequency conditions to be
satisfied within these regions to prevent flutter are

Region (b) 8, =0-0118, 0, =0-163, £Jf. =2 flf.=1
Region (c) 5, =0-0154, 6, =0-136, f[f. =2, filf. <0-5.

These values of the safety margins §; and 8, are chosen so that the margins of safety in terms
of tab c.g. position are the same as those allowed in the corresponding cases in section 5.1.

It should be noticed that flutter of wing bending-aileron-tab and wing torsion-aileron-tab type
can both be prevented over a common tab c.g. range in parts of the regions (2) and (b) of section
4.5 providing that the correct frequency conditions are satisfied. Thus, over the tab c.g. range
0-026c, < % < 0-0857¢,* the bending-type flutter will be prevented providing f/f, = 1-5,
Hlfs = 2 the torsion type when f[f, > 2, filf. = /2. For the smaller tab c.g. range
0-065¢, < £ < 0-0857c,* the bending-type flutter is prevented under the same frequency
conditions but the prevention of the torsion-type flutter depends on the frequency ratios
Hlfs = 2, f5lf. = 1 being satisfied. Implicit in these is the condition f,/f; > 2 so that in this region
the frequency ratio of tab to aileron required to prevent the bending-type flutter is sufficient to
suppress the torsion type also.

6. Conclustons—The results of these calculations show that it will be possible under certain
conditions to prevent wing torsion-aileron-tab-type flutter for a trim tab or pure aerodynamic

* The safety margin allowed at the nose of the left-hand branch of the torsion-type flutter curve by both these
tab c.g. ranges is 0-005¢,. By fixing the right-hand end of these ranges to coincide with that of the flutter-free region
for the bending-type flutter, a bigger safety margin than has previously been used in this investigation has been allowed
at the nose of the right-hand branch of the torsion-type flutter curve.

9



servo tab such as that considered here. The necessary conditions may be expressed qualitatively
in three ways depending on the frequency and mass-balance conditions as:

(¢) (1) A high value of the aileron natural frequency, greater than that of wing torsion

(i) A high value of the tab natural frequency ; twice that of the wing torsional frequency
would seem to be a reasonable value

(iii) An underbalanced tab (0-026¢, < £ -2 0-10¢,) combined with at least static balance
of the aileron :

or
(b) (1) An aileron frequency roughly equal to that of the wing torsion
(ii) A high tab frequency, twice that of wing torsion again seems appropriate
(i) An underbalanced tab (0-085¢, < % << 0-095¢,) together with static balance of the
aileron
and

(¢) (1) An aileron frequency lower than that of wing torsion
(ii) A high tab frequency, similar to that in (a) and (b)
(iii) An underbalanced tab 0-090c, < % =< 0-10¢, and static balance of the aileron.

These results are also expected to apply qualitatively to a spring tab besides the trim and servo
tabs for which they are derived. The form (a) may be of most use for a trim tab on a powered
control and form (c) for an aerodynamic servo tab with a free control, or a spring tab.

It is possible from the results of these investigations to modify the existing criteria"?* for
prevention of wing flexure-aileron-tab flutter to provide corresponding criteria for the prevention
of wing torsion-aileron-tab flutter of the present system. Three criteria are tentatively proposed,
all derived from the Criterion I of Wittmeyer and Templeton®.

In all cases the limiting tab c.g. positions are defined by the inequalities
pt :// FZ(/“’) ic: it} pc) Cj) + 64
Pg = Fl{/”’; Z'c’ (1 -+ N)lt -+ 9‘33N: Pc; Q} — 03,

with appropriate values for the safety margins 6, and 4, and the constants %, and %; involved in
the expressions for £, and F,. The three criteria are, corresponding to the cases a, b and ¢
outlined earlier in this section :

(1) pi = Fy++ 6, p, X Fy — 6; where By = 0-64, £y = — 0'25]First. modified form of
Flfe =2, Llfs = /2 8y = 0, 8, = 0-09] Criterion I.

(2) Pz Fy+ 6, po < Fy— 03 where &y, = 066, by —= — O"”]Second modified form of
Al = 2, il =1 8; = 0-05, 0, = 0-07 Criterion I.

(B) P Fork 0Py Fr— 0y where by = 064, k= — 0-57}Thirc_1 modified form of
Llfs = 2, folfs < 0-5 8, =0, 6,— 0-08) Criterion I.

It may well be that the requirement f,//, > 2 of all these criteria is too stringent and that

some value of the ratio in the range 1 < f,/f, << 2 will be sufficient to ensure that flutter is
prevented.

The flutter-free regions can also be defined in an analogous manner to that of A.P. 970° so that
three requirements could be made having the same frequency conditions as those of Criteria (1)
to (3) above but which have the tab c.g. ranges defined by the inequality

X dmx

< (1)K — (N 1) 5.
10



The values given to 6, and 4, in the three cases will be:

8, = 0-0047, 8, = 0-136

8, = 0-0113, 6, = 0-163

8, = 0-0154, 8, = 0-136

and the safety margins are then the same as those of the criteria in terms of tab c.g. position.

(1)
(2)
(3

7. Further Developmenis.—It is proposed to investigate this type of flutter on a wind-tunnel
model and this should provide more definite information on the general applicability of the
criteria proposed and a check on the tentative values assigned to the constants %, and %; in them.

a
A

(2

ay

LIST OF SYMBOLS
(and Definitions of their Values)

0-222 4- 0-0137, + (— 0-0145 4 0-00149¢ )z,
1-12 — 0-0267z, 4 (0-0365 — 0-001z,)7,
— 0-164 — 0-0965¢, + (0-0778 + 0-00489: )¢,

, . .
0748 T 0-977;, 0238

Aileron chord
Tab chord
Wing chord
Ratio ¢,/c,
Ratio ¢,/c,

Non-dimensional elastic stiffness coefficients for the tab system

Natural frequency of wing in vertical translation

Natural frequency of wing pitch For the tab system, including
Natural frequency of aileron rotation effect of virtual inertia

Natural frequency of tab rotation

E 1 E,\. - Gy — g
3 ! (1 — 452 — — 2
b glell = 45 )+ o - et -0+ m (5]

_ A a; — g
=t — ) k"’«/ ( g )

161, /=pc,sc,?, non-dimensional inertia of the aileron

161,/npc,sc Pg, non-dimensional inertia of the tab
/{093 + 1-28 (1-97 — E,)(0-745 — p)}
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LIST OF SYMBOLS—continued.

Constants occurring in tab criteria

Mass of the tab

Follow-up ratio

Modified follow-up ratio

Ratio E,/E, = ¢,jc,

8m.x.[npc,c’s, non-dimensional mass moment of aileron
8mi/npc,clgs, non-dimensional mass moment of tab

Ratio of tab span to control-surface span

79

Ratio of direct elastic stiffness coefficients ey,/e;; and egsfey;
Semi-span of main surface

Distance of tab c.g. aft of tab hinge line

Distance of aileron c.g. aft of aileron hinge line

Angle of pitch of main surface about the 30 per cent chord line
Non-dimensional value of ag, = ag/{(=/16)pc,* qs.Ef}
Rotation of the aileron about its hinge relative to the wing
Rotation of the tab about its hinge relative to the aileron
Safety margins occurring in the criterion of A.P. 970

Safety margins occurring in the criterion (1) of Ref. 2.

REFERENCES

Title, etc.

October, 1948.

Criteria for the prevention of flutter of tab systems.
January, 1950.

The technique of flutter investigations.

R.A.E. Report Struct. 87.
A.P.970. Vol. II. Leaflet 500/7.

A criterion for the prevention of spring-tab flutter.
1946.

12

Theoretical investigations of ternary lifting surface, control surface,
trimming-tab flutter and derivation of a flutter criterion.

R. & M. 2671.
R. & M. 2825.
C.P. 172. April, 1953.

Subsonic aerodynamic flutter derivatives for wings and control surfaces.
ARC. 14.228. July, 1950.

R. & M. 2637. June,



BFT

(4]
!

Y

o is
s >

PLANFORM OF THE WING WITH CONTROL SURFACE AND TAB.

F1G. 1. Degrees of freedom of the system considered.

13



ve(FT/seC)

1000

ve (FT)seC)

(o] o

80O

400

13
270
200 |- ) 278 200}-
7
419 439
TAB. Cg, TAB.C..
POSHY Posn
(@) (b)
fg = o0 §B = 75cps.
fy = o fx =0 INITIAL C.Q.
TAB. HINGE LINE L%\;:AL ca. TAB, HINGE (INE. LA q
v.(Frisec) \(:(r'r[ssc)
1000 |- 1000}
800 |- goo |-
@00 |
134
400 |
V85
200}
.}%B [
asH.
© (d)
TAB HINGE INITVAL c.g. TAB HINGE INITIAL C.g.
LINE POS®, LINE POSH,
ta = 5 CpPS fB =212 cps.
fx = 0 f¥ = Q.

FiGs. 2a to 2d.  Critical flutter speed vs. tab centre-of-gravity position.

14



v (FT/sec) ve (€T Jsec)

1000 [faleTo} B

800

// //[ﬁl .

(15
200} 347,
41
5416 540
mIABC:g: TAB c.q.
POSH. POSITION,
(@ T (b)
fB =0 fFA = 75 cps.
TAB HINGE INITIAL c.g. TAB HINGE INITIAL €9
Fx = 9 cps LINE, G POSITION, £f5 = 9 cps. LINE, POSITION. 9
1 Ve F1fsec) Ve (FTfsec)
1000 1000 |-
soo - 800 |
600 | 600
29
400} 400} v
[ 204
a8 -
75
2-F 200k
38 480
9 45 5 7
'I'Ag s wTAB
POSITION ©g POSY.
(€) (d) } T
§B = 15cps. p = 212 cps,
§% = 9cps TAB HINGE INITIAL c.q. fs = 9cps. TAB HINGE INITIAL c.g.
LINE POSITION, LINE. POSITION,

Fics. 3a to 8d. Critical flutter speed vs. tab centre-of-gravity position.

15



Ve(FT/sec)

3 Ve(Frisec)
1000 1000+
Qa0
a0 BOa -
o9
600+ 600+
(31
AQQ-
2 ; : 47
: 56 7
200+ 200
471,
s
M, o
TAS C. TAB. &4
LT POSH,
fp=0 T c.q. fa=n . TAB €
(@ i vosn <9 (b) e TR Teas
3 w(Fr/sec) v.FT/seC)
1000 1000f-
800 forele] o
600}

13 12
(c) fa = 15 cps TAB HINGE ?!NlTlAu cg.
§X = 15 cps LINE, POSY,

609

200}
13 ,/
(d) fp = 212 cps. TAB HINGE INITIAL
§% = 15 cps. LINE 9. Pase,

Fics. 4a to 4d.  Critical flutter speed vs. tab centre-of-gravity position.

16



ve (Frjsec)

1000]

00

600

Ve(Frisec)

1000

800

600}

400 400
/. [l
131
63 52 69
200 200}
TAB c.q. L‘\ogscg.
POS™. ’ "
fa = 0. r TAB HINGE Tmmm. cg- (b) 875 ces TAB HINGE T.N‘r.“
(d) £5 =30 cps. LINE, pPoSY, ( ) F& 30 cps. LiINE Sy POSH
| ve (F1/sec) V(Friseg)}
1000 wool
7
7
800 8oo |-
eoofl
600 82
400 400}
Ao
206
224
226 200 LOW DAMPING HERE. 200
30
T{\G <.q. —TAB
* T POSY, T 1 PQS:.&
() TAB HINGE INITIAL ¢g. (d) TAB HINGE INITIAL cg.
LINE, POSITION. LINE,

§B = 15 cps.
f¥ = 30 cps.

fp = 2l-2 cps.
f3 = 30 cps.

FiGs. 5a to 5d. Critical flutter speed vs. tab centre-of-gravity position.

17

POSITION,



Ve (Frfsec)

1200

800

| Ve (FTlsec)

{000

800

€00

400

200 |- 200 |
TAB c.g. TAB c.g.
POSY, T POsY,
(@ i (b) }
fa = O TAB HINGE INITIAL (XX :\Cﬁ = 75 cps. TAB HINGE INITIAL c.g.
LINE, POSY. LINE o
£ = 45 cps, £5 = A5 cps, Pos
ve (Frlsec) ve (FTlsee
1000} 1000
800 800
600} 600}~
4004 400}~
L~ RI6B
2B
% 2oof. 200}
as7 338
355
TAB c.q. TAB
POSITION, o4, POS™,
© i d)
£8 = 15 cps. TAB HINGE INITIAL Cg. fp = 2i-2 cps. TAB HINGE INITIAL 2.g.
f% = 45 cps LINE. POSITION, F& = 45 cps LINE, POSITION,

FiGs. 6a to 6d.

18

Critical flutter speed vs. tab centre-of-gravity position.



b Ve (FT/sEC) | vo (Frisec)
000 L 1000 |
063
>67
soo |- 800 |
075
o-82
0-83
600/
400 |-
LT L Lo
Ll L
200l 08 207
it
(@ T T (b) T T
fp =0 £p = 75 cps.
TAB HINGE INITIAL &.q. TAB HINGE  INITIAL cq.
LINE, POSITION, LINE POSITION,
ve FT|sEC)
1000}
gool
0-83
%00 |
120
400 |-
(X:1:)
: : : : : : EOO)?
292
325 345
_LLTAB cg.
POSITION,
) T
B = 1Scps. TAB HINGE INITIAL. ¢,
LINE, POSITION,

Figs. 7a to 7c.

(71646) Wi. 52/8943 K.7 2/58 Hw.

Critical flutter speed vs. tab centre-of-gravity position for binary wing aileron flutter,

19

PRINTED IN GREAT BRITAIN



R. & M.

No. 307

Publications of the
Aeronautical Research Council

ANNUAL TECHNICAL REPORTS OF THE AERONAUTICAL
]RIES]EARCH COUNCIL (BOUND VOLUMES)
1939 Vol. I Aerodynamms General, 2erformance, Airscrews, Engines. 505 (§25.).
Vol. 1I. Stab111ty and Control, Flutter and Vibration, Ins;ruments, Structures, Seaplanes, etc.
63s. (655.)
1940 Aero and Hydrodynamics, Aerofoils, Airscrews, Engines, Flutter, Icing, Stability and Control,
i Structures, and a m1scbllaneous section.  5os. (525.)

1941 Aero and Hydrodynamics, Aerolfoxls, Airscrews, Engmés, Flutter, Stability and Control,
Structures. 63s. (655.)
1942 Vol. 1. Aero and Hydrodynamics, Aerofoils, Airscrews, Engines. 7gs. (775.)
Vol. II. Noise, Parachutes, Stability and Control, Structures, Vibration, Wind Tunnels.
475, 6d. (49s5. 64.)
1943 Vol. 1. Aerodynamics, Aerofoils, Airscrews. 8os. (82s.)
Vol. II. Engines, Flutter, Materials, Parachutes, Performance, Stability and Control, Structures.
90s. (925, 9d.)
1944 Vol. I. Aero and Hydrodynamics, Aerofoils, Aircraft, Airscrews, Controls. 84s. (86s. 64.)
Vol. II. Flutter and Vibration, Materials, Miscellaneous, Navigation, Parachutes, Performance,
Plates and Panels, Stability, Structures, Test Equipment, Wind Tunnels.
845. (86s. 64.)
1945 Vol. 1. Aero and Hydrodynamics, Aerofoils. 1305 (1325, 9d.)
Vol. II. Aircraft, Airscrews, Controls. 130s. (1325 94.)
Vol. III. Flutter and Vibration, Instruments, Miscellaneous, Parachutes, Plates and Panels,
Propulsion. 1305, (1325, 64.)
Vol. IV. Stability, Structures, Wind 'T'unnels, Wind Tunnel Technique.  130s. {1325, 64.)

Annual Reports of the Aeronautical Research Council—
1937 25 (25, 24.) 1938 15 64. (15. 84) 1939-48 35 (35 5d.)

Index to all Reports and Memoranda published in the Annual
Technical Reports, axml«dl separately—
April, 1950 - - - R. & M. 2600 25, 6d. (25. 10d.)

Author Index to all Reports and Memoranda of the Aeronautical
Research Council—

190g—January, 1954 R. & M. No. 2570 15+ {155, 84.)
Indexes to the Techmical Reports of the Aeronautical Research
Council—

December 1, 1936—June 30, 1939 R. & M. No. 1850  1s. 3d. (15. 5d.)
. uly 1, 1939— une 30, 1945 R. & M. No. 1950  15. (15. 24.)
_uly 1, 1945— une 30, 1946 R. & M. No. 2050 15, (15, 24.)
_uly 1, 1946—ecember 31, 1946 R.& M. No. 2150 15, 34. (15. 54.)
_anuary I, 1947—June 30, 1947 R.& M. No. 2250 15, 34. (1. 54.)

Council—
Between Nos. 2251~2349
Between Nos. 2351-2449
Between Nos. 2451-2549 0. 2550 25, 64. (25. 10d.)
Between Nos. 2551-2649 0. 2650 25, 6d. (25. 104.)
Between Nos. 26512749 R. & M. No. 2750  25. 64. (2s. 10d.)

Prices in brackets include postage

HER MA]ESTY;’S STATIONERY OFFICE

York House, Klngsway, London W.C.25 423 Oxford Street, London W.r; r13a Castle Street, Edinburgh 23
39 King Street, Manchester 2; 2 Edmund Streeg Birmingham 33 1og St. Mary Street, Cardiff ; ‘Tower Lane, Bristol 13
80 Chichester $treet, Belfast, or through any bookseller.

0. 2350 14, 9. (15. 114.)

&
&
&
&

Published Reports and Memoranda of the Aeronautical Research

& N
& M. No. 2450  25. (25. 24.)
& N
& N

R R R

[

S O Code No. 23~3072

R. & M. No. 307



	3072_001
	3072_002
	3072_003
	3072_004
	3072_005
	3072_006
	3072_007
	3072_008
	3072_009
	3072_010
	3072_011
	3072_012
	3072_013
	3072_014
	3072_015
	3072_016
	3072_017
	3072_018
	3072_019
	3072_020
	3072_021

