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1.00 SYNPOSIS

The basic objective of this thesis is to provide a practical method of computing the aerodynam-
ic characteristics of slender finned vehicles such as sounding rockets, high speed bombs, and
guided missiles. The aerodynamic characteristics considered are the normal force coefficient
derivative, C, ; center of pressure, X; roll forcing moment coefficient derivative, Cp s roll damping
moment coefficient derivative, C{p; pitch damping moment coefficient derivative, Coos and the drag
coefficient, C . Equations are determined for both subsonic and supersonic flow. No attempt is
made to analyze the transonic region. The general configuration to which the relations are applic-

able is a slender axisymmetric body having three or four fins.

The fins and body are analyzed separately; and the interference between them is accounted for
when they are combined to form the total vehicle. When necessary, both the fins and the body are
subdivided. Both purely theoretical and semi-empirical methods are used in deriving the equations.
Use is made of established methods when they are applicable,

Since the high speed digital computer is a tool readily available to the contempory engineer, no
effort has been made to linearize higher order theories or simplify complex relations. In many
cases, the equations are derived with the computer in mind.

The method is applied to sounding rocket vehicles and the results are compared to respective
windtunnel and flight data. The comparison indicates that the theory predicts aerodynamic charac-
teristics within ten percent of the experimental data.

2.00 INTRODUCTION
2.10 BACKGROUND

In order to study the performance of a new or existing flight vehicle the engineer must have
the vehicles aerodynamic characteristics. Windtunnel or flight tests can provide the needed infor-
mation; but they are both expensive and time consuming. Lacking either time or money the engineer
turns to theoretical predictions.

In this day of rockets and high speed armaments, slender finned vehicles are of considerable
interest. A great deal of work has been done on the aerodynamics of such configurations. The list
of contributors is exhaustive. However, a number of works stand out and are of particular interest.
Munk, reference 20, developed the technique of slender body theory and applied it to low speed
airships. Tsien, reference 29, later modified Munks technique to apply it to pointed projectiles in
supersonic flow. Jones, references 7, 8, 9, extended Munk's work to finite wings and also provided
excellent application of conical flow theory to wing lift and drag estimation. Nielsen, Pitts, Ferrari,
and Morikawa, references 22, 3, 18 and 17, have thoroughly analyzed wing-body interference effects.

Even though they provide valuable understanding, many of the contributions have limited appli-
cability to practical calculations. Their inherent assumptions and approximations reduce the ac-
curacy and reliability of their results. Those that provide accuracy are usually so complex or
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abstract they cannot directly provide the desired aerodynamic characteristics. This thesis is an
attempt to form concrete, useful expressions by applying the best abstract theoretical treatments
as well as reliable empirical data.

2.20 STATEMENT OF PROBLEM

Determine a set of expressions for the practical calculation of the aerodynamic characteristics
of slender, axisymmetric finned vehicles at both subsonic and supersonic speeds. The characteris-
tics of interest are the normal force coefficient derivative, Qs center of pressure, X; roll forcing
moment coefficient derivative, C 255 roll damping moment coefficient derivative, C {p; pitch damping
moment coefficient derivative, Cogs and drag coefficient, C;.

2.30 GENERAL METHOD OF SOLUTION

Divide vehicle into body and tail.

Analyze the body and tail separately. Subdivide either when necessary.
Analyze wing-body interference.

Recombine to form total vehicle solution.

B W N =

2.40 GENERAL ASSUMPTIONS

The angle-of-attack is very near zero.
The flow is steady and irrotational.
The vehicle is a rigid body.

The nose tip is a sharp point.

S W DN =

3.0 NORMAL FORCE AERODYNAMICS

There are a number of aerodynamic coefficient derivatives that are directly dependent on the
aerodynamic forces acting normal to the longitudinal axis of the vehicle. The normal forces acting
on the fins are generated by four main sources; angle-of-attack; fin cant angle, roll rate, and pitch
rate. These excitations produce the normal force coefficient derivative, Cy. at a center of pressure,
X & Y; a roll forcing moment coefficient derivative, Cpys @ roll damping moment coefficient derivative,
C’ﬂp ; and a pitch damping moment coefficient derivative, Coq respectively. The only normal force
acting on the body is due to the angle of attack. This is the normal force at a center of pressure.

3.10 TAIL NORMAL FORCE AERODYNAMICS
3.11 TAIL NORMAL FORCE COEFFICIENT DERIVATIVE

In subsonic flow, the semi-empirical method of Diederich from reference 2 gives the normal
force coefficient derivative of a finite thin plate as;



Q) = : (3-1)
a1 4
2+ FD 1 +_2
FD
where;
Cy = Normal Force Coefficient Derivative of a two dimensional airfoil.
a0
F, = Diederich's Planform Correlation Parameter.
According to Diederich;
FD = ———R (3-2)
1
— cos I'
27 a0 €
By the thin airfoil theory of potential flow (reference 26),
C, =27 (3-3)
a0
Correcting this for compressible flow according to Gothert's rule (reference 26)
2
CNa.O - 777 (3_4)
Thus;
_ BR B
Fp = cos l'“c (3 5)

Substituting equations (3-4) and (3-5) into (3-1) and simplifying,

27 R (A,/A)
(&) = — (3-6)

a 2
e
cosl“C

This is the value for one fin.

The value of (G )T for one fin in supersonic flow is computed using the method of reference 1,
as given in Appendix A. It is essentially a strip theory which analyses two dimensional strips using
Busemann's Third order expansion of the compressible flow equations.

- 2 3
Cpi =K 7, +Kym + Ky i + By (3-7)

=
1}

. =28

Kk - (Ve DM - 4p
45"



K = s DM 4 (22 -7y - 5) M +10(y + 1) M — 12M 1 8
657

(o]
Il

1
3= P+ DM [(5-3) M+ 4(y - MW + 8]

The strip values are then summed in a spanwise direction with a correction applied to those strips
that are intersected by the fin tip mach cone. The most distinct advantage of the method in reference
1 is that it includes a thickness distribution in the analysis.

To apply the G, of one fin to a multi-finned vehicle the effect of fin dihedral must be con-
sidered. Only three and four finned vehicles are analyzed, since these are the most commonly
used. Both are analysed assuming that one fin is in a plane parallel to the flow. Reference 13 de-
rives the effect of dihedral on the ¢ of two fin panels at very small angles of attack.

a

) cos? A (3-8)

1

Figure 3-1 defines the dihedral angle, A.

A three (3) fin configuration has two effective panels at a 30° dihedral angle. Thus the tail
normal force derivative is,

(G.) -2 @) @fino (3-9)
T 1

Since the dihedral angle of the two effective panels of a four (4) fin configuration is zero, the tail
normal force derivative is;

(CNG)‘ (4 fins) (3-10)

From equations 3-9 and 3-10 we can generalize for three and four fin vehicles.

(@), =7 (), (3-11)



Figure 3-1-Fin Dihedral Angle (As Viewed From Rear)



Substituting 3-6 into 3-11, for subsonic flow;

(CNa)T _ NTR@M/A) (3-12)

/ AR Y
2+ 4+<coch>

3.12 TAIL CENTER OF PRESSURE LOCATION

From the thin airfoil theory of subsonic potential flow, reference 26, the center of pressure of

a two dimensional airfoil is located at 1/4 the length of its chord from its leading edge. Thus, on
a three dimensional fin, the center of pressure is located along the quarter chord line. By defini-
tion, the center of pressure is also located along the mean aerodynamic chord of the fin. There-
fore, by the above argument, the subsonic fin center of pressure is located at the intersection of
the quarter chord line and the mean aerodynamic chord. In this treatment, the subsonic center of
pressure is considered to remain constant with mach number. It remains to determine the length
and position of the mean aerodynamic chord.

The mean aerodynamic chord is defined as;
Cya = _1_. J c? dy (3—13)
A, A

Figure 3-2 shows the fin coordinate system. The generalized chord is a function of the spanwise
coordinate. To find this function, a proportionality relation is set up. See figure 3-3.

(3-14)

It is assumed that the fin edges are all straight and form a trapizoid. From the first two terms of
equation 3-14;

c=c —_X_C (3—15)

From the first and last terms of equation 3-14;
C,L*=c, L' -¢cS
Simplifying, and defining;

A i
= (3-16)
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we find;

Substituting 3-17 into 3-15,

where,

Using 3-18 in 3-13;

Integrating

But;

thus;

MA T A

c=c_(1+ky)

~

"
>
!
—-

"

l"lt—n
*
«n

C

s
= j (1 + ky)? dy
o

f

(3-17)

(3-18)

(3-19)

(3-20)

(3-21)

(3-22)

(3-23)



or,

e, =2 e tc - e e (3-24)
MA 3 T t

or

2 2c_c
Y, =|2 S Sk S S 3-25
MA I:S (e + c.) 3(c, +¢) C’} c -c, ( )
After much algebra;
c_ +2c
y, =S| * "¢ -
MA 3 [ Cr +Ctj| (3 26)

The spanwise subsonic center of pressure coordinate is then;

— 2
Yo, .S [C__Lf_] (3-27)

3 c, +cC,
As can be seen from figure 3-1, the longitudinal coordinate is;
Xp =1 +hyga+ %CMA (3-28)
But;

Yma
Ly = yya tan l—'L:Txt (3-29)

Combining equations 3-24, 3-26, 3-28, and 3-29;

_ x, | ¢, +2¢c, 1 c.c,
XT: 1T+—§— +E c . +¢C, - (3-30)

cr+ct Cr+ct

The fin center of pressure in supersonic flow isfound by the method of reference 1 in appendix A.

10



3.13 TAIL ROLL FORCING MOMENT COEFFICIENT DERIVATIVE

A force arises on a fin at zero angle of attack if the fin is canted at an angle with the longitu-
dinal axis. See figure 3-4. The cant angle is an effective angle-of-attack. As can be seen in
figure 3-5, the total force resulting from canting all the fins at the same angle is zero on three and
four fin configurations. However, a roll forcing moment about the longitudinal axis is produced.
Since the cant angle acts as an effective angle of attack the roll forcing moment is subsonic flow
may be written in terms of (CNa. )

1-NY, (cNa)l 5 qA, (3-31)

The values of (CNa )1 and Y, are found using equations 3-6 and 3-27 respectively. The rolling moment
coefficient is defined as,

= — 3-32
’ﬂ aAr Lr ( )
thus; using equation 3-26;
N YT CNa. &
Cp = '—L—l— (3-33)
The roll forcing moment coefficient derivative is defined as;
oC
cp o=t (3-34)
895 5o,
thus; the subsonic roll forcing coefficient derivative is,
= N T =
C{s (CNG)1 L (3-35)

In supersonic flow, C}Cs is computed using the method of reference 1 as given in appendix A.
This method determines the roll forcing moment of each strip and sums them in a spanwise direction.

3.14 TAIL ROLL DAMPING MOMENT COEFFICIENT DERIVATIVE

When the vehicle has a roll velocity, the superposition of the local tangential velocity of the fin
panel on the free stream velocity produces a local angle-of-attack which is a function of spanwise
position. The local angle-of-attack produces a local force distribution along the fin. For three
and four fin configurations the total resulting force is zero, as shown previously. The moment pro-
duced about the longitudinal axis opposes the roll rate (see figure 3-6) and is a roll damping moment.
The local rolling moment at ¢ is,

11
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dl = €F(#) (3-36)

The local angle of attack at ¢ is,

a(£) = tan’! (V_fl) (3-37)
But;
v(§)=-P¢&
Thus;
a(é) = tan™1 (—PT;> (3-38)

For v ..P¢ the local angle-of-attack is near zero, thus;

a(E) - - EV— (3-39)

In subsonic compressible flow the local normal force on an airfoil strip is found using equation 3-4.

F(D -G aa() e ds (3-40)
Where ¢,  is defined in equation 3-4. Knowing that,
a0

y-&-r, (3-41)

equation 3-18 gives

NGEES [1-1‘”‘ <5~rt>}
S
or

c (1-X)
(&) _S_< 5 -f”t) (3-42)

15



Combining equations 3-36, 3-39, 3-40, and 3-42;

- Pe\{c, (=N < s . ) -
d*"g%wq<'vd[““?—— o)

Simplifying;

Gy, ape, (1-2)

dl = - —— (L* 41, - ) &2 de (3-43)

where L* is defined by equation 3-17. Applying equation 3-32 provides the local roll moment
coefficient.

CN Pcr (1-N
dC{ .20

T v — e - hds (3-44)

Integrating over the exposed fin,

C{:kj ‘ (L + 1) -&) 2de (3-45)

Tt
where;

pe, (-0 G

k=- A LVS (3-46)
Performing the integration;
Cy = HIZ{I§2_—>\) [(1+30) s? + 4(1 +20) s+ 6(1 + ) r?) (3-47)
Reintroducing k and simplifying;
pc, s G
o [(1 430 5%+ 41 420 st + 6(1 4+ ) 12) (3-48)

T T2EA LV

The roll damping moment coefficient derivative is defined as;

oC
¢, -—] (3-49)




Then, from 3-48,

c SC

Cp =- M0 11 L 30y 82 4 4(1 4 20 st, +6(1 +)) r2) (3-50)
P 6L2 A

However, C, must be corrected for three dimensional effects using the Diederich correlation

parameter. %prom the results of section 3.11, equations 3-1, 3-5, and 3-6, the subsonic roll damping
moment coefficient derivative for N fins is,

Nc S

Cp =- f2 [1+30) 52 4401 +20) st +6(1 + ) r?] <CN> (3-51)
P 6L7 1

In order to determine the roll damping moment coefficient derivative in supersonic flow, the
angle-of -attack distribution of equation 3-37 is introduced into the equations of reference 1 in
appendix A. The resulting rolling moment is divided by PL_/2V to form the roll damping derivative.
To insure that C, is truely a linear derivative, the value of «__, must be near zero. To provide
this condition we assume

o 3-52

—I -k -

X0 (3-52)
where k is any defined constant; and,

k << 1

From equations 3-37 and 3-41;

1 - tan’! -————p(s P
max v

Using equation 3-52,

2k (s + 1)

Fnax tan™! [- L :| (3'53)

r

For the slender, finned vehicles under consideration;

2(s + rt)
Lr
Thus
a = tan™1 (4k) (3-54)

17



To satisfy the criterion,

a2 tan a
equation 3-54 dictates that,

k<1073
Using the equality, the angle-of-attack variation becomes;

.002 (y + I‘t)
Ay - -

r

(3-55)

This variation is introduced into the equations of reference 1 and a value of the damping C: is de-
termined. The corresponding Cy, is found by,

Cy £
Cp - © - _Z-1000Cy
p <PLI> |
2V,
For N fins;
C; =1000NCy (3-56)
P

3.20 BODY NORMAL FORCE COEFFICIENT DERIVATIVE
3.21 BODY NORMAL FORCE DERIVATIVE

The axisymmetric body of a slender vehicle is generally a combination of a nose shape, circular
cylinders and conical frustrums. The nose shape is usually conical or tangent ogival. See figure
3-T7. It is required that there be no discontinuities at the interfaces of these components. This
allows integration over the entire length of the body. The effect of compressibility in subsonic flow
will not be considered in this analysis. From a static stability point of view, this is a conservative
assumption since the normal force coefficient derivative increases near mach one.

For a slender axially symmetric body in subsonic flow, references 15 and 4 derive the steady
state running normal load as,

n(x) = /JVi [A(x) w(x)] (3-57)
ox

Where A(x) is the local crossectional area of the body. The rigid body downwash is a function of the
angle-of-attack is constant in x,

w=Vsina

18
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For angles-of-attack near zero

W = Va
Then equation 3-57 becomes,
n(x) = oV2a d__’;i"_) (3-59)
From the definition of normal force coefficient derivative,
Cy(x) :_';,_(") - _1___”("2)_ (3-60)
r -2-,0 VO A
Applying equation 3-60 to 3-59,
Gyl - 22 AR (3-61)
Integrating over the length of the body,
dA L 2a o
CN = A dx X = K— dA (3-62)
r 0 r 0
Thus,
Cy = 22 [A(L) - A(0)] (3-63)

By definition of normal force derivative,

G,
- ﬂo (3-64)

equation 3-63 provides,

G, = 2 [A(Ly) - A(O)] (3-65)

Immediately equation 3-65 indicates that CN is independent of the body shape as long as the independ-
ent of the body shape as long as the 1ntegrat10n of equation 3-62 is valid over the body. The

20



body components being analysed are slender and have no discontinuities in their crossectional
area or its derivatives. Thus, equation 3-65 may be applied to them. Since the nose tip is assumed
to be a sharp point,

A(0) =0

Thus, the body normal force coefficient derivative in subsonic flow is;

(ch)B =2 AB“ (3-66)

Reference 27 presents a very useful method for determining the normal force coefficient
derivative of pointed bodies of revolution in supersonic flow. The second order shock expansion
theory approximates the body by a set of tangent conical frustrums. See figure 3-8. The frustrums
are each analyzed using an exponential series expansion for the pressure distribution

P-_P iCe AN (3-67)

where P, C, and S are constants for a particular frustrum. By applying the boundary conditions
at the leading edge of the frustrum and at infinity while retaining only the first series term the
pressure distribution becomes;

P=P - (P -P) e (3-68)

where;

()
Jds A (PC - PZ) cos 52

surface coordinate

n
I

P_ = pressure on a cone having the same slope as the frustrum
s = angle between surface and longitudinal axis
(), = indicates the value is taken at the front edge of the current frustrum.
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The notation of reference 8 is used and defined to simplify correlation between this presentation
and that reference. The value of (3P/ 85)2 is determined by an approximate solution of the general-

ized characteristic equation in axially symmetric flow,

B_P_Aa_éi: 1 P -A ﬁiJrsin @wsin o (3-69)
9s ds cos p oC, cosp \ 9C r
where
A= _ZL
sin 2u
C, = First Characteristic Coordinate
« = Mach Angle
r = local radius
v = ratio of specific heats
The solution is;
B, /Q B Q
()2 (i) 2 2 (2
9sh T 2 15 Sh
where;
~ 2
2M2 - 1)
L
1 <__ - 1>w 20T
o=1|__\N2/
M v+l

2

(), indicates the value is taken at the trailing edge of the preceeding frustrum.

(), indicates the value is taken at the trailing edge of the current frustrum.

The value of (aP/as,)1 is just (oP/3s), of the previous frustrum.

(aP) [P -F; <aP (3-71)
9s), \P_-P, J\Us]

By applying equations 3-68, 3-70, and 3-71 to each element in succession, the pressure distribution
over the tangent body is determined. The local nondimensional normal load is given by;
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cos ¢pde (3-72)

n(x) 2 " d(P/P,)
J; da

where
¢ = Circumferential Angle.
d = Local diameter.

The derivative of the pressure distribution is evaluated by differentiating equation 3-68 with respect
to angle of attack; and then applying physical restraints to simplify the result.

d(P/P) d(P_/P)) A, d(P, /P)
= (1-e™ 1O | 22 ) (3-173)
da da >\1 da
Using 3-73 in 3-72 and simplifying,
>\2
A= (1l -e™ (tan §) (CN’)t e A (3-74)
N cXx 1

Where "tcx' indicates the value of an equivalent cone. The running load distribution is determined
by successive application of equation 3-74 to the tangent body elements. The value of A, for the
initial cone is just,

A, = (tand) (CNa> (3-175)

tev

Where "'v'' and ""tcv'' are the values at the initial equivalent cone vertex. The normal force coefficient
derivative is determined by the longitudinal integration of the running load distribution.

1
(CNa>B :? f A rdx (3-176)

where;

1

A Body Base Area.

B

1

Body Length.

The initial cone and equivalent cone characteristics are obtained from references 24 and 25; and are
presented in tables 3-1 thru 3-3.
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3.22 BODY CENTER OF PRESSURE LOCATION

As in the subsonic body normal force coefficient derivative analysis, it is required that there

be no discontinuities between the body component shapes in order to allow integration over the en-

tire body.

By definition, the pitching moment of the local aerodynamic force about the front of the body

(x = 0) is;

m(x) = xn(x)

The pitch moment coefficient is defined as;

c - m
" - a Al" Ll"
thus,
c xn(x)
" gA L
Since,
n
CN - a Ar
equation (3-79) becomes
X CN (x)
C (x) =
m L

(3-77)

(3-78)

(3-79)

(3-80)

(3-81)

The value of the subsonic local normal force coefficient is given in equation 3-61. Using it in

equation 3-81.

_ 2ax dA(®)
C_ (%) T dx

r

Integrating over the length of the body,

r

1
2a 0 dA(x)>
C T — d
"R Lr.£ x( Ea
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(3-82)

(3-83)



This can be integrated by parts;

giving;

1o
C - A2°£ [101&(10) _J A(x) d{l
T T 0

But, by definition, the integral term is the body volume, therefore;

r

c _ 2a
A

r

av - (

du = dx «——v = A(x)

dA(x)

dx

) ax

[1,A(1)) - V]

By definition, the pitch moment coefficient derivative is;

Then; from equation 3-85,

()= 5
)y AL

T

The center of pressure is determined by,

X. =

<l

[1,A(L) = V)

s
oy

Using equations 3-65 and 3-87 in 3-88 and simplifying yields,

29

|5~

(3-84)

(3-85)

(3-86)

(3-87)

(3-88)

(3-89)



The volume formulae for cones, conical frustrums and circular cylinders are well known and
do not merit repetition in this paper. However, the volume formula for a tangent ogive is not
readily available and is given herein for the readers convenience. The volume of a tangent ogive
nose shape is determined in reference 12 as;

(VB 12 1 1 A fi
ogive _ ¢ (g2 _> -3 (fZ-_> <f2 _> sin™! -
dNA(L) N<N+4 3 N NT g N+4 f2+l (3 90)
NTZ
where;

f Dy
NTas
N

In supersonic flow, the method of reference 27 determines the pitch moment coefficient derivative as,

2
C = _27; J A rx dx (3-91)
0

Where A(x) is found using equation 3-74. The center of pressure location of the body in supersonic
flow is then determined by the use of equations 3-76 and 3-91 in equation 3-88,

—— Cm
X = | = d (3-92)
NCL

3.30 TAIL-BODY INTERFERENCE EFFECTS

The effect of interference flow between the tail and the body on the normal force aerodynamics
of a slender, finned vehicle can be expressed in terms of interference factors (reference 23).

(CNHL)T(B) B (CNQ)T KT(B) (3-93)
(CNa>B(T> - (CNa>T Kaer) (3-94)
(C,%)T(B): <C{5>T Krcm) (3-95)

The interference factors are determined by applying slender body theory to the flow over the total
vehicle.
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3.31 TAIL IN THE PRESENCE OF THE BODY

Because the fins under consideration are of low aspect ratio, the value of K
from references 7 and 17.

s 18 available

Reference 23 determines that the longitudinal tail center-of-pressure is independent of the inter-
ference flow.

>
il
>

T(B) T (3-97)

3.32 BODY IN THE PRESENCE OF THE TAIL

The only portion of the body affected by interference flow is the portion between and behind the
fins. Subsonically, slender body theory, reference 3, determines;

= . (3-98)

where K s, 1S given by equation 3-96. In supersonic flow, the interference effect on the body can
be strongly affected by the fin tip mach cone. The fin tip mach cone intersects the body when,

BR(1+N) (;_mu) >4 (3-99)

Until this condition is reached equation 3-98 is still valid in supersonic flow. Once the fin tip
mach cone impinges on the body, the function becomes quite complex and is more easily presented
in the form of curves. Figure 3-9 shows the variation of the corrected interference factor. Using
the result of this curve, K Ty 3
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(CN<>B(T> =Kgery SA+ M (7 =D (3-100)

By the extension of the fin lifting line into the body, reference 23 derives the subsonic variation
of the center-of-pressure location of the tail interference flow over the body.

s2 _ r2 cosh’! (5 —s+1r
_ c, t r, 2t
X :lT +2_+ . -, tan ]—'1/4 (3-101)

t - S S 7
COshl P
52-r% l‘t r 2

t

Where, s> r and AR 2 4. In addition, slender body theory is applied subsonically to find XBU) at
pMR= 0. Slender body X, n values are obtained at intermediate 3R values only for A = 1. For other
values of A and sweep the ¥, (ry curves are interpolated between the lifting line values and the
slender body value at &= 0. The shape of the interpolated curves is assumed similar to the A = 1
curve. Figure 3-10 shows the full subsonic ')ZB(D variation. In supersonic flow, the center-of-
pressure of the interference flow over the body is found by applying equation 3-92;

X (C'““)B<T> dsl (3-102)

B(T) ~ T
(T) (CNH)B(T)

Reference 23 gives the body interference pitch moment derivative as derived from slender body
theory;

== Bmy
8(m,8)3/2 d <, i </3 >
C S AL o S d Ka—— | 3-103
( ma)B(T) A 7B(B8 +1) L Y 3 oS mx -y * ( )

ty

This is for fins with supersonic leading edges, m3 > 1. For subsonic leading edges, m3 < 1 and,

|

d C X
4 r
(cm) S .B“‘__f dyf dx (3-104)
B(T) 0 B

A mBYEm® -1 v y

3
*
!
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Wherethe coordinate system has been given in figure 3-2. XB(T) is determined by using equation
3-100 along with either 3-103 or 3-104 in equation 3-102. The result is shown in figure 3-11.

3.33 CANTED TAIL IN THE PRESENCE OF THE BODY

The effect of fin cant at zero angle-of-attack is determined in a manner similar to the effect
at an angle-of-attack alone. Reference 23 determines the corresponding interference factor,

1|7 (r+D2 w2 D2 . o (72 -1\ 2n(r+1)
kT By = — + sin -
(B) 772 4 7_2 7_2 (7‘ _ 1)2 72 n 1 ’7'(’7' - 1)

2
(72 4+ 1)2 (sin_l 72 1> LGRS D (72 - 1>

72 (1 - D? 7241 (T -1 7241

LT A (3-105)
(,7_ _ 1)2 27

No center of pressure value need be considered for the canted fin in the presence of the body
since only the roll moment derivative is considered.
3.40 TOTAL NORMAL FORCE AERODYNAMICS

The total normal force coefficient derivative is the sum of all the components.

R G R S (3-106)

The overall center of pressure is the solution of the moment sum of the components.

- X, (CNa)s + iT(B) (ZN")T(B) + XB(T) (CN“)B(T) (5-107)

Nﬂ.

The value of total Y is zero. The total C{S value is determined from equation 3-95.

3.41 PITCH DAMPING MOMENT COEFFICIENT DERIVATIVE
When the vehicle has an angular pitch velocity, the superposition of the local pitch velocity at

the fins on the free stream velocity produces a local angle of attack which is constant across the
fins. See figure 3-12. The moment produced by the induced force is;
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m = F(Ax)
where;
Ax = Xpepy = Xeg
But,
F = ( ) 2 A g
x T(B)
and,
a' = fan*l <X)
\'
For v>»v,
, Y
a = —
Vv
the local pitch velocity is,
v = q(Ax)

Combining equation 3-108, 3-109, 3-110, and 3-111 and simplifying;

" (CNG)T(B) (507 A-d (%)

Knowing the definition of pitch moment coefficient, equation 3-78,

C = (CNa)T (B (Ali)2 (%)

The pitch damping moment coefficient derivative is defined as,

Thus, using equation 3-113 in 3-114,

(3-108)

(3-109)

(3-110)

(3-111)

(3-112)

(3-113)

(3-114)



(3-115)

Equation 3-123 is equally applicable to three and four fin configurations since the tail normal force
derivative is corrected for dihedral effects.

3.42 ROLL DAMPING IN THE PRESENCE OF THE BODY

Any tail body interference factor may be expressed as the ratio,

st+r
J 0, (8) (&) d&
K=" (3-116)

J ay(£) (&) de

(See figure 6) where;

a (£) = the angle-of-attack variation over the fin in the presence of the body

a, (&) = the angle-of-attack variation over the fin alone.

Reference 23 gives the value of o, (¢) for a tail-body combination at an angle of attack, a, as;

5 =a+ D a (3-117)
¢

where o is the angle of attack at the body surface. For the case of the tail-body combination at an

angle of attack,
ag = a = ag(£)

However, for a rolling vehicle at a zero angle of attack, equation 3-39 gives;

ag(8) = - 2F
and
P
o = - (3-118)
Then, equations 3-39, 3-117, and 3-118 give,
P 3
5 =T <§ ; 5) (3-119)



Therefore, the roll damping interference factor, kR(B) , becomes

Simplifying;

s+

f’a@mg
2
Lk €

j £c(&) d&

kR(B) =

Integrating equation 3-121 using the chord variation given by equation 3-42 yields,

TN 1=\

- _lll’lT
ko_o.=14+ =
R (D (T=N_ (1=1) (-1
2 30 - D

The roll damping moment coefficient derivative can then be expressed as,

(CJQT(B) = (C{p> kr(p)

Where ke is given by equation 3-122.

4.00 AXIAL FORCE AERODYNAMICS

(3-120)

(3-121)

(3-122)

(3-123)

The only coefficient dependent on the aerodynamic forces acting parallel to the longitudinal

axis of the vehicle is the drag coefficient. Drag forces arise from two basic mechanisms, skin
friction and pressure distribution. Since both mechanisms, and their interactions, are extremely
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complex, most practical theoretical drag computations must be tempered with statistical and
empirical data. The majority of the equations derived in this section are either theoretical gen-
eralizations of statistical-empirical data or direct curve fits of experimental results.

4.10 SKIN FRICTION DRAG

The skin friction coefficient is defined as the skin friction drag of a plane surface divided by
the dynamic pressure and the wetted area of the surface.

C - Dfriction

£T T gA, (4-1)

4.11 INCOMPRESSIBLE FLOW SKIN FRICTION COEFFICIENT

The skin friction coefficient for incompressible flow can be expressed in terms of the reynolds
number, see figure 4-1. For laminar flow, their relation has been established both experimentally
and by theoretical boundary layer considerations, reference 6.

_1.328

C,=-—=
fRe

(4-2)

For reynolds numbers greater than about 5 X 10° the boundary layer flow becomes transitional and

then turbulent. No good theoretical solutions have been found for turbulent flow. Figure 4-1 shows

the experimental data for turbulent skin friction. Schoenherr applied the theoretical boundary layer
work of von Karman to the experimental data and established the turbulent flow relationship;

0.242
log (R C)) = 4-3
e f \/C—f ( )
Hama formed a simpler formula which agrees with equation 4-3 within +2%.
c 1 (4-4)

f =
(3.46 log R, - 5.6)2

The form of the transitional curve may be approximated by subtracting an increment from equation
4.4, The increment has the form

acy = £ (4-5)

e

Based on experimental data Prandtl indicated thatk = 1700, This fact, as well as other possible
transitional curves are shown on figure 4-1. Combining equations 4-4 and 4-5,
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Table 4-1

Approximate Surface Roughness Heights of
Physical Surfaces

Type of Surface Apf::{gﬁg?::te Rg in mils
Surfaces like that of a "mirror" 0 0
Surface of average glass 0.1 0.004
Finished and polished surfaces 0.5 0.02
Aircraft-type sheet-metal surfaces 2 0.1
Optimum paint-sprayed surfaces 5 0.2
Planed wooden boards 15 0.6
Paint in aircraft-mass production 20 1
Steel plating — bare 50 2
Smooth cement surface 50 2
Surface with asphalt-type coating 100 4
Dip-galvanized metal surface 150 6
Incorrectly sprayed aircraft paint 200 8
Natural surface of cast iron 250 10
Raw wooden boards 500 20
Average concrete surface 1000 40
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1 1700

- R (4—6)

C, =
(3.46 log R_ - 5.6)? .

forR > 5 x 105,

The above considerations are for surface roughness sizes that are submerged in the laminar
sublayer. For appreciable rough surfaces the turbulent skin friction coefficient is shown in figure
4-2. The "smooth" curve is followed until the critical reynolds number corresponding to the rough-
ness is reached.

-1.039
®), =51 <_L_> (4-7)

r

For reynolds numbers higher than the critical value, the skin friction coefficient can be considered
independent of reynolds number, reference 6.

R .2
C, = 0.032 (L—> (4-8)

T

The flow is considered to be turbulent throughout the reynolds number range since the roughness
trips transition even at low reynolds numbers. Table 4-1 is a list from reference 6 of the approxi-
mate average roughness heights for physical surfaces.

4.12 COMPRESSIBLE SUBSONIC VARIATION

In compressible subsonic flow reference 6 indicates that the laminar skin friction coefficient
remains unchanged while the '"smooth' turbulent value varies as,

cfc =C, (1-.09MW) (4-9)

and the change for turbulent flow with roughness is,
C, =C, (1-.12M) (4-10)

4,13 SUPERSONIC VARIATION

Theoretical solutions in reference 16 indicate that the supersonic variation of the Laminar skin
friction coefficient is;

C
C, - £ (4-11)
© (14 .045M2)1/4

This has been confirmed by experimental data, reference 6. Experimental data, reference 6, for
the variation of '"'smooth" turbulent C, in supersonic flow indicates a strong dependence on the wall
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heat transfer as well as mach number, figure 4-3. The wall temperature alternatives shown are
the two possible extremes. The actual condition would probably be closest to the recovery tempera-
ture. The curve fit of figure 4-3 is,

Cf
c, = (4-12)
c (1 + k MZ).SS

where k= .15 for no heat transfer and k = .0512 for cooled wall.

According to reference 10, the turbulent skin friction with roughness drops off according to the

relation,
C, -t (4-13)
© 1,.18M2

However, this equation must be used with care. It is apparent the value of C; calculated for the
flow with roughness should never be less than the corresponding smooth value.

4,14 DRAG COEFFICIENT

Once the skin friction coefficient is determined, the skin friction drag coefficient, as based on

reference area, is found by,

A
G, =€ (A_W> (4-14)

T

For the fins, the wetted area of each fin is twice it's planform area. Thus, the tail skin friction
drag coefficient is,

AT
CD‘: - 2chc <T> (4-15)

T

The body skin friction coefficient must be corrected for the fact that the body is not a flat plate,
reference 6.

c, = l:ui} c, (4-16)

4,20 PRESSURE DRAG
4.21 TAIL PRESSURE DRAG

The pressure drag on a fin in subsonic flow arises from three basic contributions: a finite
radius leading edge; thick trailing edge; and the overall fin thickness.
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A finite radius leading edge can be considered a circular cylinder in cross flow that effectively
has no base drag. Figure 4-4 from reference 6 shows the variation of the total drag coefficient of
an infinite circular cylinder perpendicular to the flow and the variation of its base drag. The dif-
ference between these two curves is the drag coefficient of the leading edge. This difference is
plotted in figure 4-5.

Subsonically up to M = .9 this curve is fitted by,
AC, = (1 -MH)™-417 _ 1 (M < .9) (4-17)
Between .9 <M< 1, the curve is essentially linear.
AC,=1-15 M-.9) (9<M<D) (4-18)
Supersonically, the curve may be approximated by a high order polynomial, reference 6.

502 .1095 .0231
+ +

AC, = 1.214 - -
M2 Me

M>1) (4-19)

From cross flow theory, reference 6, the drag coefficient of a cylinder inclined to the flow is,

C
74 -—cos3T (4-20)
Cy

The frontal area of a typical leading edge is;

A_=2L r

LE LE 'L

the length can be expressed in terms of the span,

S

L _ =
LE = cos FL
thus;
ilf B 2Sr,
A, ~ A cosT (4-21)

From equations 4-20 and 4-21, the total leading edge drag of N fins becomes,

Sr
cDLT = 2N (A L> cos? I, (ACp) (4-22)

T

where AC is obtained using equations 4-17 thru 4-19.

The trailing edge drag is two dimensional base drag and can be expressed in terms of the cor-
rected skin friction coefficient, reference 5, for incompressible flow.

Cp = — (4-23)
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where;

C
CfB =2C, (h—> (4-24)

r

For subsonic compressible flow, this may be corrected using the prandtl factor for swept wings,
reference 6,

Pf = ___—1____.__ (4_25)

al - M2 cos? r.

However, in order to maintain a finite value at
M2 cos? r.=1

the prandtl factor is corrected to,

P - 1 (4-26)
K - M? cos? I

where K is a constant to be determined from the value of CDB atM = 1. Also, for compressible flow,
equation 4-24 becomes, !

C

CfB =2 cfc <h—> (4-27)

r

After correcting to the reference area, the subsonic trailing edge drag coefficient for N fins is,

<ABf>

135N :

A

C. = i (4-28)

T 3/c XK _M? cos? ™
B c

Reference 11 gives a curve for the two dimensional base pressure coefficient at supersonic speeds
figure 4-6. This is essentially the base drag coefficient refered to the base area. An analytic ex-
pression which remains well within the cross hatching is,

_ 1_-.52 M1-19
M2

Py

But, this must be corrected for possible boattailing of the fin, reference 6.

-1.19
p - _ 1-.520 (4-29)

£1\2
1+18C, (h—r> M?
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For N fins, the supersonic trailing edge drag coefficient, as corrected to the reference area is then,

A
N(1 - .52 M~1-19) <—B—f>
Ar
CDBT : t \?
1oase (1]

In order to determine the constant K, equations 4-28 and 4-30 are set equal at M = 1.

Yo N(1 - .52 "

3/ / T t \?
CfC K - cos FC &r 18Cf <El‘>]

r

(4-30)

where the superscript * indicates sonic values. Solving for K,

e\2]
1223 1 4.02 C} (}—>
c 3
K - cos? " !

. (4-31)

¢ c 2/3
L)t
<h ,> f,

This is used in equation 4-28 to evaluate the subsonic compressible trailing edge drag.

This method of maintaining finite values of the prandtl factor at mach one is used throughout
the remaining derivations.

From reference 6, the drag due to thickness of two dimensional airfoil in compressible sub-
sonic flow can be expressed as,

o s

C, =C 4 <_> +
D. f N
TT ¢ C < (-—1 - M?>3

For a three dimensional fin, based on the reference area this becomes,

t 4
120 <——>
A t c
C, =G, <_T> 4<—f> + - (4-33)
TT c 3
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Correcting it for a fin sweep and introducing the correction constant in the prandtl factor,

£ \4
120 <—r> cos? [
AT t, c, ¢
CDTT = Cfc <—> 4<——> cos [, + (4-34)

(K - M2 cos? FC)3/2

r

The value of the thickness drag of finite fins at mach one has been determined and presented in
reference 6. A curve fit of the result is,

t 5/3
c, =115 <_.> [1.61 E- (£ -1.43)2 .578] (4-35)
TT C

T

where

Solving 4-34 for K,

2/3

C*

D A t

Ll <7\_r> -4 <—> cos Fc
* c
Cf T T

K=cos?2l 4 < (4-36)
C t 4
120 <—(> cos? I J
Cf

Equation 4-35 is used in 4-36 to determine X. The result is used in the following equation to de-
termine the subsonic tail thickness drag. For N fins, equation 4-34 is;

£\
30 <——r> cos? F“
AT tr Cr ‘
CD = 4N Cf <—> <——> cos FC + (4-37)
TT c

(W cost )]

T

At supersonic speeds the effect of a finite radius leading edge is found by using equation 4-19 in
equation 4-22. The trailing edge drag is calculated using equation 4-30. The thickness or wave

drag, CDw , is computed by the method of reference 1 in appendix A.
T

The overall drag on the tail is the sum of the different contributions. In subsonic flow

(CDT)T = CDfT + CDL + CD + CD (4-38)



At supersonic speeds,
<CD> =C, +C +C +C (4-39)
T/t fr

Equation 4-38 uses the results from equations 4-15, 4-22, 4-28, and 4-37 respectively. Equation
4-39 uses equations 4-15, 4-22, 4-30, and results of appendix A respectively.

4.22 BODY PRESSURE DRAG

The body pressure drag may be broken down into two contributions, for body and base. Accord-
ing to reference 6, the forbody drag in subsonic compressible flow may be written,

6 Ay, C;_

C, = (4-40)

P 1.2
A, ()

Again applying the correction constant to the prandtl factor,

64, C,

c, - B (4-41)
POfIA_ (K - M2)6

From experimental data, reference 19, the forbody drag values of both ogives and cones are known,
figure 4-7. In the range of values that are of interest, 1 < f; < 10, these curves may be fitted by
the following equations.

(C* _ .88 (4-42)

DP cone : (fN + ~7)1'29
* .88
@) -—=2 (4-43)

Pogive (fN + 1)2'22

Solving equation 4-41 for K;

(4-44)
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Then

5/3
6.82 A, C, (fy + .72
Bione =1+ - (4-45)
A,
6.82 4, C; (f, + 12277
K =1 ° (4-46)
ogive f% Ar

The subsonic compressible forbody pressure drag is found by using equations 4-45 or 4-46 in equa-
tion 4-41. For the nose Ay, and fNA should be used. For a conical shoulder AWs and fSA are

A A
proper.

The supersonic value is determined by the second-order shock-expansion method, reference
27, as explained in section 3.21 of this thesis. The axial component of the pressure distribution
is integrated around each element and then over the length of the body.

L T
CDP = — J(; J(; Psin 8 d¢ dx (4-47)

where

P comes from equation 3-69

fe2)

= the local angle between the surface and the longitudinal axis

¢ = Circumferential Angle.

The Base drag of a body of revolution in incompressible flow is presented in reference 5 as,

- 0.029 (4-48)

where,

Correcting this to the reference area and for subsonic compressibility.

A
.029 <_B>
A
C — r

D. =

B A 4-49
Fge o
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Introducing the correction constant into the prandtl factor term.

A

B

0.29 (-2
<Ar>

C, - (4-50)

DB
/ K <ﬁw—> o
¢ \Ag

From reference 11, for no fins near the body base, or for fins of zero thickness, the body base

pressure coefficient at mach one is

P - 0.185
At mach one with h_/c_= 0.1,

P; =0.30

See figure 4-8,

. The results of reference 11 indicate that P, is roughly a linear function of fin trailing edge
thickness at a constant mach number. Therefore,

* B hr
CDB = 0.185 4 1.15 = (4-51)

>

Solving equation 4-50 for X,

A 2
{029 (f)jl
K-1,-L N") (4-52)
C* _A_W (C* )2
fc AB DB

Using equation 4-51 in 4-52 and simplifying

1

h A,
6.38 + 39.7 [ = C’f‘ g

Cr c AB

The subsonic compressible body base drag is computed by using equation 4-53 in 4-50.

K=1 .

(4-53)

References 11 and 6 both present curves of the base drag in supersonic flow., Figure 4-8 is
from reference 11, The free flight test curve is most representative of the variation. It is an ex-
ponential over an initial range and an inverse square over the remainder of the mach numbers. To
find the exponential, the free flight curve in figure 4-8 may be fitted in terms of the value at mach
one,
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C, =C, [0.88 4 .12 358 D] (1 <M<M_ ) (4-54)
B B

where M__ is the point where the two variations cross. Also, reference 5 gives the inverse square
variation as,

A
C oMM ) (4-55)
B M2

If it is assumed the ratio of the value of C;, atM=M_to C* remains constant for all curves, (inspec-
B

tion of the curves in reference 6 indicates this is a good assumption) then the value of the critical

mach number can be found,

- 0.892 (4-56)
/C;B
The value of C; is given by equation 4-51. In either subsonic or supersonic flow,
B
c\ - 4-517
( DT)B B CDP ' CDBB ( )

For subsonic values, equation 4-41 and 4-50 are used. In supersonic flow equations 4-47 and 4-54
or 55 are used.

4.23 TOTAL DRAG

The drag of the total vehicle is the sum of the tail and body contributions.
= C -
c, (CDT)T s (DT)B (4-58)

No interference drag effects are considered.

5.00 COMPARISON WITH EXPERIMENTAL DATA

In an attempt to obtain as broad a range as possible without being voluminous, each characteris-
tic is compaired to the data from a different configuration. In some cases, the choice of configuration
was dictated by the availability of the appropriate data.

5.10 NORMAL FORCE COEFFICIENT DERIVATIVE AND CENTER OF PRESSURE

The windtunnel data of the Aerobee 350 sounding rocket, figure 5-1, are given in reference 14.
Figures 5-2 and 5-3 show the results of the present method as well as data points from
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Figure 5-2—Aerobee 350 Normal Force Derivative
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reference 14. The maximum derivation of the theoretical G, values is 7.83% and the maximum
deviation of the theoretical center of pressure values is 1.18%. The degree of accuracy of the
windtunnel tests is indicated as about 6%.

5.20 ROLL FORCING MOMENT COEFFICIENT DERIVATIVE

The only roll forcing moment coefficient derivative data over a broad range of mach numbers that are
available tothe author are those of the single stage tomahawk sounding rocket, figure 5-4. The data for this
vehicle are unpublished at this time, but have been provided by the test coordinator, reference 28.
Figure 5-5 shows the comparison between the theoretical result and windtunnel data. No data are
available in the subsonic region. The average deviation of the theoretical C{S is 7.54%. The
accuracy of the windtunnel data is about 5%. It is apparent, both from the windtunnel data and the
subsonic theory that the theoretical value at M = 1.5 is no good.

5.30 ROLL DAMPING DERIVATIVE

Reference 21 presents a full set of data for the basic finner test rocket, figure 5-6. It is the
only configuration for which roll damping moment coefficient derivative data are available to the
authors. Unfortunately, the range of the data is relatively small. Figure 5-7 shows the comparison
between the theoretical c; is 5.68%. Reference 21 does not indicate the degree of accuracy of its
data. No subsonic data can be found for C{p.

5.40 DRAG COEFFICIENT

Aerobee 150A, figure 5-8, drag coefficient data are available from reference 29. The theoretical
drag coefficient results are compared to the windtunnel data in figure 5-9. In order to duplicate
the test conditions, the test reynolds numbers were used to set up a Re vs. M curve, figure 5-10.
This curve was used in generating the theoretical data. The surface of the windtunnel model is
highly finished. From table 4-1, the appropriate surface roughness is about .01 mils. The equiva-
" lent full scale surface roughness is .1 mils. The maximum deviation of the theoretical drag co-
efficient is 8.52%. Again no subsonic data are available.

5.50 PITCH DAMPING DERIVATIVE

There are no Cra experimental data available. The data taken in windtunnel experiments are a
combination of the pitch damping derivative and a time log derivative due to the rate of change of
angle-of-attack. There is no way to separate the two effects. Therefore, no comparison of the
pitch damping derivative can be attempted.
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Figure 5-5-Tomahawk Roll Forcing Derivative
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Figure 5-10—Aerobee 150A Reynolds Number
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6.00 CONCLUSIONS

On the basis of the comparisons in section 5, the method presented in this dissertation pre-
sented in this dissertation predicts the values of C_, X, Crs» C , and G, to well within ten (10)
percent of experimental results between mach 2 and 8. Although no comparison can be made for
C, » the results of section 5-1, coupled with the dependence of C,, on (G )T<B) and XT(B) , tend to
indicate that the theoretical Coa is also accurate to about 10%.

The lack of subsonic experimental data prevents any concrete conclusions to be drawn about the
accuracy of the present method at subsonic speeds. However, the figures in section 5 show that the
subsonic variations of all the compared characteristics are quite reasonably valued with respect to
the supersonic values.

In general, then, the method presented in this dissertation can be used to confidently predict
the aerodynamic characteristics of slender finned vehicles.
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LIST OF SYMBOLS

Reference area

Length of airfoil strip chord

)

Wave drag coefficient - L‘;\
q

F
Lift coefficient - _L
qA

dCL/da (a=0)

Rolling moment coefficient = .
qAL

dc,/ds (s = 0)

Pitching moment coefficient = (;w—ff

dC_/da (o = 0)

Local pressure coefficient

Length of root chord

Component of 1, parallel to the freestream
Portion of d;, behind the fin-tip Mach cone

Drag force (parallel to freestream)

Lift force (normal to freestream)

Irterference factor

Reference length

Length of airfoil-strip leading-edge region chord
Length of root airfoil leading-edge region chord
Length of center region and of center-region chord
Length of airfoil-strip trailing-edge region chord

Length of root airfoil trailing-edge region chord

Distance between the leading edge and the intersection of the Mach cone with the airfoil

strip
Length of local region surface
Freestream Mach number

Pitching moment about the reference axis
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LIST OF SYMBOLS (Continued)

M, Rolling moment about the root chord

n Number of strips

n, Component of 1, normal to the freestream

P, Local static pressure

P Ambient static pressure

Ay Freestream dynamic pressure

r, dw/di ratio

S Semispan length

X, Distance from the reference axis to the airfoil-strip leading edge in a streamwise direction
X Center-of-pressure coordinate measured from the reference axis

Xp Distance from the reference axis to the forward region boundary of a local region in a

streamwise direction

Y Center-of-pressure coordinate measured from the root chord
y Distance from the root chord in a spanwise direction

Ay Width of airfoil strip

a Angle of attack (degree)

8 A -1

'L Leading-edge sweep angle

[ Trailing-edge sweep angle

e T, Ragion boundaries sweep angles

% Ratio of specific heats for air = 1.4

b Fin cant angle

I, Leading-edge wedge half-angle in the streamwise direction
Ly Trailing-edge wedge half-angle in the streamwise direction
m Inclination of a local surface to the freestream

w Mach cone semivertex angle

SUBSCRIPTS

B Body alone

B(T) Body in the presence of the tail

i Local region number

j Airfoil strip number
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LIST OF SYMBOLS (Continued)

SUBSCRIPTS

o Value at o =0

T Tail alone

T(B) Tail in the presence of the body
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FIN

A COMPUTER PROGRAM FOR CALCULATING THE AERODYNAMIC
CHARACTERISTICS OF FINS AT SUPERSONIC SPEEDS

BACKGROUND

Calculating the aerodynamic characteristics of the fins of a sounding rocket is one of the basic
steps in calculating the overall aerodynamics of a sounding rocket. Because sounding rockets fly
at supersonic speeds for the greater portion of their flight, the regime at these speeds is of particu-
lar interest.

Methods previously used for calculating supersonic fin aerodynamics (references 1, 2, 3, and 4)
are lacking in accuracy and applicability because of the many assumptions and approximations in-
herent in using them to reach a closed form or nearly closed form solution.

By using a high-speed computer to numerically solve basic theoretical equations, one may ob-
tain answers rapidly and as accurately as desired. The only restrictions to accuracy are the
assumptions inherent in deriving the basic equations. The theory found to be most amenable to pro-
gramming in Busemann's Second Order Supersonic Airfoil Theory as described in reference 1.

PROGRAM CAPABILITIES AND LIMITATIONS

Given a supersonic fin with chord plane symmetry, at a given Mach number, FIN computes as
functions of angle of attack (« ) the following:

e Lift coefficient, C

e Wave drag coefficient, C

e Pitching moment coefficient, C

e Center-of-pressure coordinate measured from the reference axis, X

e Center-of-pressure coordinate measured from the root chord, Y

Since . as defined in the program is equivalent to the fin cant angle (s) at « = 0, the rolling
moment coefficient C, is considered a function of s.

FIN also computes as functions of Mach number the following:

e Lift coefficient slope, C_
e Wave drag at zero angle of attack, ¢,
e DPitching moment coefficient slope, c

a

e Rolling moment coefficient slope, Cls
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e Center-of-pressure coordinate measured from the reference axis at zero angle of attack,X,

e Center-of-pressure coordinate measured from the root chord at zero angle of attack, Y,

The range of o is from zeroto a_, , as determined by the user, in increments of 1 degree. The
program allows for a maximum of 100 Mach number points, the user specifying the range and
increment of the Mach number.

Since FIN has been designed for use with a four-finned vehicle, the output values of C,, C,,,
C.» G, G > and c,, are for a pair of identical fins; the output values of C, and C, are for two

pairs of perpendicular fins. The values of X, ¥, X, and Y, apply only to a single typical fin.

Busemann's Second Order Airfoil Theory is applied subject to the restrictions outlined in
reference 1, pages 192 to 241, with special attention to Figures 10.3 and 10.28. However, the use
of the third-order terms in this program slightly enlarges the applicability shown in this reference.
Busemann's theory is applied to small streamwise airfoil strips, and the strips are summed in a
spanwise direction. In addition, the fin-tip Mach cone is accounted for by applying a correction
factor to the necessary portion of each strip. This correction-factor technique was obtained from
references 1 and 3. The fin-tip Mach cone correction may or may not be included at the user's
discretion.

Figure 1 shows the types of fins to which FIN is applicable. These configurations cover all
of the shapes normally used on sounding rockets and missiles. The program input pattern for each
type is given in the section on usage. A listing of FIN in FORTRAN IV is given in Appendix A.

AERODYNAMIC THEORY

Busemann's Second Order Airfoil Theory has been applied to two-dimensional airfoil strips
with the following assumptions:

o All parts of the airfoil surface are in supersonic flow and make small angles with the flow.
This implies low angles of attack.

e The leading edge is sharp. The trailing edge must be sharp for a double wedge fin or a
modified double wedge. For a single wedge and a modified single wedge, the effect of the
blunt base is neglected.

e The shock waves are all attached.
e Each region of flow over the surface acts independently of the others.

The basic local pressure coefficient equation of the Busemann theory is a third-order series
expansion:

1)

__;___ * 3
Cp = = Ky v Kyt t Kyl - KL
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(c) Modified Single Wedge (d) Single Wedge

Figure 1-Fin Configurations
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where

K, % (22)

g - L r DM - g2
2 4/34 (Zb)

(v + DM® + (292 - 77 -5)M® + 10(y + 1)M* - 12M2 + 8
7
6s (2¢)

If the flow over the surface region inclined at », to the flow has been preceded by a single
compressive shock wave anywhere upstream in the flow, the value of X* is:

K* - (y + Lym* [(5 - 37;;44 + 4(y - 3)M? + sl (3)

If the flow upstream of the region in question has contained only expansive shock-free flow,
K* = 0. 7 1is the inclination of the leading edge surface. Essentially, the first three terms of
equation 1 represent the first-, second-, and third-order pressures on the surface region respec-
tively. The K* term is the third-order irreversible pressure rise through the bow shock. The
index, i, indicates the surface for which the pressure coefficient is being calculated.

The pressure coefficient of equation 1 is applied to a typical airfoil region, including the fin-tip
Mach cone, by dividing the region into two portions at the intersection of the airfoil strip and the
Mach cone (Figure 2). A correction factor of 1/2 is applied to the local pressure coefficient for the
region within the Mach cone. The center of pressure of each portion is taken as the midpoint of
the length of that portion. By this means, equations are obtained for the local lift (F, ), drag (F, ),
local center of pressure (X. ), and, hence, the local pitching moment (M ): ' '

" i

r.
fr, 7 %, dx<1 ’7> (4)

I'i Xp.
‘/zdi[l - r, +7+1—"‘(2—r,)]
X, = : (6)
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Figure 2—Mach Cone Correction Geometry

85



The airfoil-strip lift (Flj ), drag (F, ), and pitching moment (M, ) totals are then computed by summing
)
the local characteristics. ]

F, = Z F (8)

(9)

»ry
&
i
rry
s

M, = Z Mp (10)

The strip rolling moment about the root chord is calculated from the airfoil lift and strip span-
wise position, y:

M = vF, (11)
The total characteristics over the entire fin are then computed by summing the airfoil strip

characteristics in a spanwise direction.

Foo- F, (12)

F, = F (13)

M, = Z M, (14)
M- ZM,j (15)

The forces and moments computed in equations 4 through 15 are actually divided by the ambient
dynamic pressure (q_) and strip width (ay). Thus, the associated coefficients are:
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2F - Ay

C. = 7% — (2 fins) (16)
2F Ay

Cow = ——iA—— (2 fins) (17)
2M_ - Ay

C, = —m— (2 fins) (18)
4M_ - Ay .

¢, = N (4 fins) (19)

The center-of-pressure coordinates are calculated from the respective moments and the
appropriate lift forces.

— Mp

X _Fl cos a (20)
M

Y = (21)

To obtain the linear slope coefficients near « = 0 at a given Mach number, the values of C,
C,,and c are calculated at o« = 1° and are taken as the slope values ¢, C,,and C (all per de-
gree). The slope values per radian are obtained by the proper conversion of radians to degrees.
Thus:

Edi - 180 (CL ) (22)

rad. T a =1

Cm

ol CA RN (23)
1 i

rads. - 120 <C1|5 = 1) (24)

The zero angle-of-attack values of X, and Y are simply their respective values at « = 0.

W ?

CONFIGURATION AND GEOMETRY CONSIDERATIONS

The user indicates the shape of the fin configuration by specifying the root chord length (cr )s
root airfoil leading and trailing edge region chord lengths (1, and 1. ), leading and trailing edge
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sweep angles (1“L and [, ), region boundary sweep angles (I“1 and I, ), and the fin semispan length

(s) (Figure 3). The program then computes the distance from the reference axis to the airfoil-strip
leading edge in the streamwise direction (XL), airfoil chord length (C), and the airfoil region chord
lengths (1L and 1T) as functions of the spanwise coordinate of the airfoil strip.

X, * y tanl, cosa (25)
C - y(tanl} - tanl' ) + C, (26)
1, = y(tanI'| - tanl"[) + I (27)
I; = y(tanlp - tanD,) + 1, (28)

r

The width of the airfoil strip is determined from the number of strips (n) desired by the user.
by = 2 (29)

The airfoil strip crossection is assumed to be symmetrical about the chord line. The most
general crossection configuration is the modified double wedge (Figure 1a). The other three types
(Figures 1b, lc, and 1d) are special cases of this basic shape. Figure 4 shows in detail the general
crossection, which has six separate flow regions. As can be seen in this figure, the surface region
lengths are determined by specifying the leading- and trailing-edge wedge half angles in the stream-
wise direction, , and (.

U P cos (30)
L

13 - 16 B cos ’,T (31)

I, = 1y = C-1, -1, (32)

The program computes the local-surface inclination angles (77i) as functions of «:

L ST (33a)
T, ~— ~—a (33b)
T (33¢)
a7~ 7‘!, ta (33d)
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Figure 3—Fin and Airfoil Geometry
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ns = (o8 (386)
Te T - lpta (38f)
From these, the streamwise and normal components of the region lengths are calculated.

d, = 1, cos7n, (i=1-6)

1 1

(34)

n, = l,.sinm (1 =1-6)

1

The distance of the forward local-region boundaries from the reference axis are then determined

as:
Xpy ~ Xpy - X (353)
Xp, = X +d, (35b)
Xpy <~ X, td, td, (35¢)
xPS - XL + d4 (35d)
Xps = Xt d, tdg (35e)
FIN-TIP MACH CONE CORRECTION
The Mach-cone angle (u) is a direct function of the Mach number.
1 , 1
i = Arctan <7> = Arcsin <W> (36)

For an airfoil strip at a spanwise direction y, the intersection of the strip and the Mach cone is a
distance 1, from the leading edge.

(S - y)tanl| + tan(90 - u) (37)
But, by trigonometric identities and the use of equation 37, this may be reduced to:
Iy = (S-y) (tanl‘L + )) (38)

If 1, is greater than or equal to the chord length, there is, of course, no actual intersection and no
correction is necessary. If 1, is such that



then the ratio of the portion of L falling behind the Mach cone to 1, is:

R (39)

Also,

r, = r, = r, - r. = 0 (40)

If 1, is such that

then the corresponding ratio for the middle regions is

. . 1 : L (a1)
Also,
r; Torg = 1 (42a)
and,
r, = r, = 0 (42b)
If 1, is such that
Colp Ly » 1,20
then the ratio for the leading edge region is
T (43)
Also,
r r rg ~ oty 1.0 (44)

These ratios are the values used in equations 4, 5, and 6 for calculating the local lift, drag, and
center of pressure. In these equations, the pressure coefficient in the portion behind the Mach cone
is taken as half the value of the C, calculated by equation 1.
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