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INVESTIGATION OF THE NACA 4-(3)(08)-03 AND NACA 4-(3)(08)-045 TWO-BLADE PROPELLERS
AT FORWARD MACH NUMBERS TO 0.725 TO DETERMINE THE EFFECTS
OF COMPRESSIBILITY AND SOLIDITY ON PERFORMANCE!

By JoEN Stick, EvGEnE C. DRALEY, JaMESs B. DELANO, and LEwis FELDMAN

SUMMARY

As part of a general investigation of propellers at high
forward speeds, tests of two 2-blade propellers having the NACA
4—(3)(08)-03 and NACA 4—(8)(08)-045 blade designs have
been made in the Langley 8-foot high-speed tunnel through a

range of blade angle from 20° to 60° for forward Afach num-

bers from 0.166 to 0.725 to establish in detail the changes in
propeller characteristics due to compressibility effects. These
propellers differed primarily only in blade solidity, one pro-
peller having 50 percent more solidity than the other.

Serious losses in propeller efficiency were found as the pro-
peller tip Mach number exceeded 0.91, irrespective of forward
speed or blade angle. The magnitude of the efficiency losses
varied from 9 percent to 22 percent per 0.1 increase in tip
Mach number above the critical value. The range of advance
ratio for peak efficiency decreased markedly with increase of
forward speed. The general form of the changes in thrust
and power coefficients was found to be similar to the changes
in airfoil lift coefficient with changes in Mach number. Efi-
ciency losses due to compressibility effects decreased with
inerease of blade width. The results indicated that the high
level of propeller efficiency obtained at low speeds could be
mainiained to forward sea-level speeds erceeding 500 males
per hour.

INTRODUCTION

Limitations of the serew propeller as a propulsive element
for aircraft due to adverse compressibility effects have been
recognized for several years. Airfoil and propeller investi-
gations have shown that marked decreases in propeller
efficiency are encountered as blade-section speeds approach
the speed of sound. Some existing information has been
interpreted as showing that screw propellers might become
impracticable because of compressibility losses at speeds
slightly higher than current blade-section speeds. Other
information has been interpreted as contradictory of this
conclusion. Two deductions that appear to be clear are:
First, the true magnitude of the losses is relatively unknown
and, second, the losses are of magnitude sufficient to require
considerable research leading to the development of im-
proved propellers if current efficiencies are to be maintained.

Available airfoil data are essentially two-dimensional and
when applied without correction for three-dimensional
effects, as at a tip, and without correction for tunnel-wall
effects, which at high Mach numbers are still uncertain,
may give unduly pessimistic results. On the other hand,
existing propeller data obtained at high tip speeds but low
forward speeds are nonconservative when applied to com-
putations for high forward speeds because the variation
of Mach number along the blade is incorrect. Propeller
efficiency at high forward speed estimated by the use of

these data is too high. Some flight test data have been .

obtained by various experiments which show critical tip
Mach numbers of 0.88 to 1.0. Some of these results are
questionable because of the practicel impossibility of obtain-
ing adequately controlled test conditioms. Furthermore,
none of the flight data permit an evaluation of the compress-
ibility losses because the blade-section speeds are in the
compressibility range even for the lowest speeds investigated.

Several years ago the NACA, recognizing the seriousness
of the problem, instituted a long-range research program to
lead to the development of improved propellers at high
forward speeds. Karly phases of this work were airfoil
studies that led to the design of sections having high eritical
Mach numbers (reference 1). Existing propeller dynamom-
eters were unsyitable because of inadequate power for
this extensive research, and the building of new and ade-
quately powered dynamometers was also undertaken.
Shortly after this program was instituted, the defense pro-
gram and later the war emergency arose and many delays
in the procurement of blades and equipment were en-
countered because of priorities assigned to other work.
Recognizing the need for propeller development and for
study of compressibility phenomena as related to propellers,
the Langley Laboratory proposed an emergency investi-
gation with immediately available equipment to study
particularly the compressibility phenomena.

The present research comsists of investigations of two-
blade propellers over an extensive range of Mach number
and blade angle and includes, in addition to the effects of
compressibility, the effects of solidity and blade-section
camber.

I This report contains material originally issued as NACA ACR 4410 and ACR ¢BI16 in January and February 1944, which unti recently have been subject to security regulations.
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related to the effects of compressibility and solidity on
propeller performance are presented in this report for two
propellers having late-critical-speed blade sections and
differing essentially only in solidity. One propeller has
conventional solidity and the other propeller has 50 percent
greater design solidity.

SYMBOLS

b blade width, feet
¢y, blade-section design lift coefficient

. P
(#/3 power coeflicient (WD—")

. T
Cr thrust coefficient (m)
D propeller diameter, feet .
b{D blade width ratio ..
h maximum thickness of blade section, feet
hib blade thickness ratio
J advance ratio (VyfnD)
M tunnel-datum (forward) Mach number (tunnel-

empty Mach number uncorrected for tunmnel-
wall constraint)

M,  helical tip Mach number ( M\/ 1 +<-})z)

M, critical tip Mach number

n propeller rotational speed, revolutions per second

P power absorbed by the propeller, foot-pounds per
second . -l

P, power disk-loading coefficient P

1 g
3 e Vo
R propeller tip radius, feet
r blade-section radius, feet
2
S propeller disk area, square feet (——Tf )
T propulsive thrust of propeller, pounds
. . e T

T, thrust disk-loading coefficient (W’)

Vv tunnel-datum velocity (tunnel-empty velocity
uncorrected for tunnel-wall constraint}, feet
per second

Vo equivalent free-air velocity (tunnel-datum velocity
corrected for tunnel-wall constraint), feet per
second

r/R blade-section station

B section blade angle, degrees

Bo.se section blade angle at 0.75 tip radius, degrees -

1 propulsive efficiency (—g’—' J )

P

74 maximum propulsive efficiency at low tip Mach
number (M,=0.25)

fmar/ne  Telative maximum efficiency

Mmaz maximum propulsive efficiency

P air density, slugs per cubic foot
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APPARATUS AND METHODS

The investigation was conducted in the Langley 8-foot
high-speed tunnel. The propeller-model configuration in-
vestigated is shown in figure 1.

Propellers—Two 2-blade propellers were used in this
investigation. These propellers are designated as the NACA
4-(3)(08)-03 and the NACA 4-(3)(08)-045 blade designs.
The designation numbers describe the propellers. The
number (or numbers) of the first group is the diameter in
feet; the number (or numbers) of the second group (enclosed
within the first set of parentheses) is the design lift coofli-
cient (in tenths) of the blade scetion at the 0.7-radius
station; the numbers of the third group (enclosed within
the second set of parentheses) are the thickness ratio of 1he
blade section at the 0.7-radius station; and the numbers of
the fourth group are the blade solidity expressed as the ratio
of the blade chord at the 0.7-radius station to the cireumfer-
ence of the circle having a radius 0.7 of the propeller tip
radius. The NACA 4-(3)(08)-045 propeller thus lhas a

diameter of 4 feet and the blade section at the 0.7-radius
station has a design lift coefficient of 0.3, a thickness ratio
of 0.08, and a blade solidity of 0.045.

{8} Wing-fuselage model,

NACA LMAL
Jcsio

(b) NACA ¢-(3)(08)-03 propeller Installation,
FiGURE 1.—Installation for propeller investigation in Langley 8-foot high-speed tunnel.
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The propellers were originally designed and constructed
for use in an extensive and general investigation of propel-
lers at high forward Mach numbers. The blades of these
propellers were designed for a three-blade propeller to
produce minimum induced energy losses (profile drag
assumed equal to zero) at a blade angle of approximately
45° gt the 0.7-radius station. The blade sections are late-
critical-speed sections of the NACA 16 series (reference 1);
methods and prineciples employed in the design of the blades
are discussed in reference 2. The blades differ primarily
only in blade width. (The NACA 4-(3)(08)-03 blade is of
conventional width.) Blade-form curves for the propellers
tested are presented in figure 2.

The blades were made of duralumin and were constructed
in the Langley shops. The blade sections and other general
dimensions were aceurate within 0.002 inch. A photograph
of the blades is shown as figure 3.

Wing-fuselage model.—The model (fig. 1) was especially
designed to have a high critical Mach number. The NACA
E cowling, which was demgned for high critical Mach number
from basie studies of air inlets in a streamline body (reference
3), was used. This particular cowling was originally tested
in a general study of pursuit-zirplane performance (reference
4). The wing of the model extended through the tunmnel
walls and was fastened to the balance system. The airfoil
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section was & modified NACA. 66—series section of 9 percent
thickness and 20-inch chord. The critical Mach number of
the model exceeded 0.75. The highest forward Mach
number at which these investigations were conducted was
0.74. In some of the preliminary runs, exeessive vibration
of the model was encountered at some speeds and was
eliminated by a vertical streamline support that secured the
tail of the model to the balance ring outside the tunnel.
This support had a critical Mach number of 0.80.

The propeller hub was contained within the inner spinner
of the cowling and the portions of the blade between the
inner and outer cowlmgs were shielded from the air flow by

cuffs secured to the spinner (figs. 1 and 4). The outside
diameter of the cowling at the propeller plane was one-third
of the propeller diameter; hence, only the blade sections
having good aerodynamic form were exposed to the air stream.

There was a small gap between the propeller and the outer

spinner at the station where the blades projected through
the spinner. This gap was sealed by a strip of sponge rubber
cemented to the blades (fig. 4) to prevent radial outflow
from the cowling.

Dynamometer.—The dynamometer was completely en-
closed by the fuselage. Dynamometer details are shown in fig-
ure 5. The motor was 10 inches in diameter and 30 inches long.
It was rated at 200 horsepower at 4,900 rpm for ¥ hour of
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(a) NACA 4-(3)(03)-03.

(b) NACA 4-(3(08)-045.
FiGURE 3.—Blade designs investigated.

operation. Some of the runs were limited because of lack
of power even though a considerable overload above the
normal Y¥-hour rating was employed. Continuous speed
control of the induction motor was obtained by the use of a
variable-frequency power supply.

The motor housing was mounted on bearings coaxial with

the shaft and was held from rotating under the torque

reaction by a cantilever spring. One end of this eantilever
spring was rigidly fixed to the frame of the model and the
other end was held in contact with the motor casing through
torque reaction. The contact between spring and motor
casing was through roller bearings in the end of the spring
and bearing plates fastened to the motor casing.

The propeller torque is the motor torque reaction acting -

on the cantilever spring. This torque was measured by
electrical strain gages cemented to the ecantilever spring.
Four strain gages were used to form the arms of a Wheat-
stone bridge. By arranging two gages on each side of the
spring, it was possible to provide temperature-effect com-
pensation and to obtain adequate sensitivity. For runs at
low values of torque, a similar but weaker spring was used to
obtain improved accuracy. A photograph of the springs
with strain gages installed is shown as figure 6.

The strain gages were calibrated by applying known
weights at the end of an arm fastened to the motor casing
and by recording the bridge unbalance as the torque. Linear
calibrations were obtained in which the measured torque
values were within 1-0.5 percent of the applied values.
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Thrust balance.—The thrust was measured by the tunnel
drag balance. The foree indicated by the drag balance was
the resultant force along the thrust axis, that is, the thrust
of the propeller minus the drag of the model. The propul-
sive thrust was determined as the resultant force in the
thrust direction minus the drag of the model without the
propeller. The variation in body drag due to variation in
aerodynamic smoothness from run to run was delermined
from many repeat tests of the body without the propeller
and was found to be less than 41 percent of the value of the
propulsive thrust at maximum efficiency.

Rotational speed.—The propeller rotational speed was
measured by a condenser-type tachometer attached to the
motor shaft. A check on the accuracy of this instrument
was provided by comparing its readings with those obtained
from known Lissajous' figures on an oscilloscope connected
to an alternstor on the motor shaft. Generally, the rota-
tional speeds obtained from both instrumenis agreed to
within +3 rpm.

TESTS

Thrust, torque, and rotational speed were measured
throughout the operating range of the propellers. The
range .of blade angle covered for each test Mach number
is given in table L

TABLE I.—TEST RANGE OF BLADE ANGLE AND MACH
NUMBER

Tunnel-datum
{forward;

Blade angle at 0.75 radius, fo.nx
Mach number (deg}

0. 165 20} 26 130 | 35 | 40 45! 50| 55| 60
.3 a0 | 25 | 0 [ 335 |40 | 45| s0of 8| @
.35 b _ 13|35 w046 0] 5] 0
el VT 1 (3404 | s 55| o0
53 “ izl Z {404 0] | c
.60 il 1| st sl w
65 ZlZl izttt | 0| ss§ co
-675 — 1 Z|1Z]ZtZ)1 -} m} 8| o
) Z |zl zlZ!Z] 0| s5¢ 60
L7125 IStz Z | s | 55 ) m

¢ Not tested for the NACA 4-(3) (08)-045 prapeller.
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A Bpinner (see fig. I (b)}
B Motor shaft

C Main housing

D Progeller

E Bsll bearing

F Hardéned bearing plate
G Torque spring (see Sg. 6}
H Hardened roller

I 'Terminal block for strain gage
J Motor casing

K Fuselage

L Wing

Fi6URE 5.—Dynamometer details.

_— .
K =
e
< E L-31362

£ Hardened roller
F Bearing plste
C Terminal block G Bearing plate
D Felt insulation H Bearing plate

[ Roller retainer

FIGURE 6.—Cantilever springs with sirain gages.

A Spring
B Strain gages

The test procedure consisted in setting the blade angle
at the desired value and raising the tunnel airspeed to the
desired tunnel-datum Mach number with the propeller
windmilling. The range of advance ratio was then covered
by increasing the propeller rotational speed while the tunnel-
datum Mach number was held constant. The ranges of
advance ratio and tunnel-datum Mach number were limited
by either one of two factors, the propeller rotational speed

or the power of the propeller drive motor. For the low
blade angles, the propeller-rotational-speed limit of 5,000
rpm was the principal restriction and, for the high blade
angles, power limitation of the motor was the principal
restriction. The data obtained, however, are adequate for
determination of maximum efficiencies and the shape of the
propeller-eficiency curve for the advance ratios required
for zero thrust to advance ratios less than those required
for maximum efficiency. The normal operating range of
Mach number and advance ratio for each blade angle thus

was covered.
REDUCTION OF DATA

The data have been reduced to the usual thrust and power
coefficients and efficiency and have been corrected for the

. propulsive effects of the cowling and spinner and for tunnel-

wall constraint. The tunmnel-wall constraint necessitated a
velocity correction to free-air conditions and a model-drag
correction because of the buoyancy effect. _

Thrust.—The thrust coefficient was determined from th o

propulsive thrust. The force actually measured during the
propeller tests was the net force in the drag direction. The
thrust was then determined as the net measured force minus
the drag of the model without the propeller and minus the

thrust due to the buoyancy effect. The model was so

mounted that a lift coefficient of approximately 0.1 was
attained at the highest forward speeds. The thrust axis
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was therefore inclined at a small angle, slightly less than 1°
to the direction in which the drag force was measured by the
balance. The cosine correction, however, is insignificant
and therefore has not been applied.

Power.—The power coefficient was determined from the
readings of the calibrated strain gages. Some difficulty was
encountered with the strain-gage operation and frequent
calibrations were made. When changes in calibration were
found, repeat tests of the propeller were always made.

Nose-blower thrust and power.—The nose-blower cowling
contributed both thrust and torque to the measured thrusts
and torques. The cuffs, which shielded the propeller shanks
within the cowling, acted as blower blades and were designed
to operate at appreciable values of lift coefficient in the low
advance-ratio range and gradually to approach operation
at zero lift coefficient in the high advance-ratio range. The
propeller thrust and torque coefficients have been corrected
for the effect of the blower. These corrections were deter-
mined from tests of the blower alone operated through a
wide range of advance ratio at each test—Mach number.
The results of these data were reduced to thrust and power
coefficients. '

Velocity correction due to tunnel-wall constraint,—Owing
to the constraint of the tunnel walls, the equivalent free-
stream velocity corresponding to the thrust and torque of
the propeller measured at each rotational speed differs from
the tunnel-datum velocity (tunnel empty). The correction
to the tunnel-datum velocity was evaluated by surveys of
the total and static pressures in three planes: 12 inches in
front of and 3 and 12 inches behind the plane of the propel-
ler. These surveys extended radially from the tunnel wall
to the tip location of the propeller. The velocity correction
was then evaluated by the method of reference 5. This

correction, which has been applied to the calculation of

advance ratio, is presented in figure 7 as the ratio of free-air
velocity to the tunnel-datum velocity (tunnel empty) as a
function of the thrust disk-loading coefficient— The tunnel-
wall correction was found to he dependent only on the thrust
disk-loading coefficient for the range of tunnel speed and
propeller operation used in these investigations.

The results presented in figure 7 show that, for the zero
thrust condition, a correction of 2 percent is required to the
tunnel-datum velocity. This correction is due .to con-
striction of flow produced by the model alone in the presence
of the tunnel wall. The velocity correction required because
the propeller is operating in the presence of the tunnel wall
is zero for the above condition.
in the velocity correction shown in figure 7 are due entirely
to propeller operation in the presence of the tunnel wall.

The tunnel-datum Mach number has not been corrected
for tunnel-wall constraint. It can be shown that for the

Consequently, the changes .
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range of velocity ratio shown in figure 7 the factor required
to correct the tunnel-datum velocity or Maeh number fo
free-stream condition is essentially the same as the velocity-
correction factor.

Buoyancy correction to thrust—OQOwing {o the contraction
of the propeller slipstream in the presence of the tunnel wall,
the air outside of the slipstream undergoes an increase in
static pressure with distance downstream from the propel-
ler. This increase in static pressure gives rise to a buoyancy
force.on the model. The buoyancy force was evaluated
from simultaneous measurements of the static pressure at
orifices 6 inches apart in a circular tube extending to loca-
tions ahead of and behind the fuselage and installed approx-
imately 6 inches from the wall of the tunnel. These measure-
ments permitted evaluation of the buoyancy force from
changes in the longitudinal pressure gradient (produced by
changes in propeller thrust) in which the model was located.
It was found that the buoyancy force was approximately
2 percent of the propulsive thrust for all operating conditions
of the tunnel and propellers. This correction has been
applied to the thrust results presented herein.

RESULTS AND DISCUSSION

The basic characteristics for the NACA 4-(3)(08)-03 and
4—(3)(08)—045 two-blade propellers are presented in figures
8 and 9, respectively. For each value of the tunnel-datum
Mach number, the propeller thrust coefficient, power co-
efficient, and efficiency are plotted against advance ratio,
The variation of tip Mach number with advance ratio is also
included. As used in this report, the tunnel-datum Mach
number M is not corrected for the effecis of tunnecl-wall
constraint. The free-stream Mach number can be obtained
by applying the tunnel-wall corrections presented in figure 7
to the tunnel-datum Mach number. Similarly, the corrected
tip Mach number can also be obtained. .



INVESTIGATION OF THE EFFECTS OF COMPRESSIBILITY AND SOLIDITY ON PROPELLER PERFORMANCE

By Laqunu ooy dr : & Aovaroy s aarspdasy - -
9 v VIR & o S T B MG
~ ~ ~ ~ - ° T - ) - ~ [
5]
©
¥
9
SIS <
[ _ -
" o
| _ =L ey
. \\ \\A \\ wL ¥
P
- | = L -1 QS
V\ \\-\ 4n
A
L L o
.\\ \\\ .\ it
] P o5
-
\\ | ﬁw. Ve | - \\tm\u.d.y
f_ur \ -u\ \\\ \\\ v 3
-
,\ P = T 11 a
\\ \\ \.\ L~ ] "
7 i T
v RS =T S
Z
\\ /_ - f .\\ / »
1 \\ “ 7 v\l L ..Ou-ﬁu
/ m j I B+ N
T -
. [] H
A //r ol ] 1 ! % // EM
L 4
| __ A A e NN Lt §
~ \ ] AN A T /"3
~ 7% 7 == .
N /[ L A [\ 4 1 a3
) , | NP AV o
L \\ = ,\\\ / X
N 1 i
/ \ PaER%e] = iINEN S
\\ <
= * A AT W% 1N \v.\ == S
: / [ / A . DT o
[
| A m \ ... \\\ \\\. \ ) s / \n“ =
| | s amnEaLar=s =]
f—H — = H-4Q
/ \T i /] =7 4 L Nk =
1 -
\ _\\ 5 __ - ol \\ .\\\..4,/ “/ .Vl e
7 [ - S
7 % /iR ARY AREAR - SNN=SaEik
\ - 7 £ \\ = s T \:
- ~—
\ 4 a\ yavi A~ - .,/ e \ \\\‘mﬂ.
| et 7 \\\ =7 M» \/\\Wﬂ\\ N
_.\\ \\\ .\ﬁ \Al/ A . A4
7 re P = [~ =7
/ A 47 \\/ Ll U A Rl
7 \n = \ .y\ \\\\ 7 ;
\\\ |1 £ .4/\\ \x -u
P L+ il e \ S ©
A Qe
d
L1~
At
&
MI.
|
TE % 8 R R R YT E T T T g Ry o
’ : : dy “pusr 000 S8mMOy .
| 1 t | I i i 1 | [ i 1 _ﬁ Lv .Mu h. e._u ! i _0
-
¥ T L 2T Y 2.8 3z % O3 S O8E 8 I 8 8§ 3
) ) ’ i Iy Yuaroiyse09” gsnady

(8) M=~0,165,
Figure 8.—OCharacteristics for the NAOA, 4-(3)(08)-03 propeller.



884

- Lequinu Goop dy

REPORT 999—NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS

© b Kousoyge aasndouy

Ly Yuspoys503 ysrinyy

3 T S S T T @@ v N o
Lo
- Q
~
. - ©
Sde ¥
i
| =l
i _ ' I ~
I =
! ] et i M
R 0 -~ ]
" _ ] \\ L~ w M
\\\.\ \\ \\\\ S
N ol LT |- [i-T ¥
J \,\_\ fwx \\\\\ ®
\\ .a/.\\\ 9v.
P 7 g ©
1 Jie 4 | — ™
_ \\\\ 1 = \“\\ -~ \\.WW; +
s \\ \._ - \\\ - o3
L1 |
\ 3 \\ = 4T - \ -1 oy
\ r \\ R \\\M oF
\\\,\\ _ » A7 _ \ >
H \\\ .\\\ * ./ —tT \\h\oO\ ®
L~ 1 71 T —
_. \ / \\\ LT \\ y \\\ N
/ // \\ —_— _ \.\\ 9
\ NS . AR TN N
i <N A
- h N \\\ M / \\V. ] .t.\LA,
el - .
|/ | IR ] N | N
ﬂ A i \\T\“ - Ny
- / \\ N e i \u“\ A / N
N e
] % P NS,
, / (1 W4t |8 < \L = ¥
-~
.\ _ /p \ A X Q
~3
q\ \ \\\ - 1 i o [\ T
\ /i \M\ \/ ..:VA Ly ._aw..O
-\ 3
T I ~ \X\ \ 7p ;\\X
\ / P \ \\.ﬂﬂ\\A | - \&.\4
/ \N\\ T \\ - \K“x/ 1A 90.#./.
T T KRR .
1V PASS S o B =2
\\ \\A 7 / — l\\\\ \ A 0.
4 L T e B
> [~
” o =} -1 /Ar \\ . \.wn
. S . RG]
+ 5
o 5
g
X
N
wl
. : _ _ s
T % % § 5 8 § ¥ § 8 T €3 § % § 8§ g 8
9 yuBI044800 MO
AR T T B H I N SR N NS NN RN SR S SR R S S
g T §y € §.3 % ¥ 3 § 8 T % § § 8§ 8§ § § °

Advance ratio, J

(b) Af=0.23.
Figure 8.—Conttnned.



INVESTIGATION OF THE EFFECTS OF COMPRESSIBILITY AND SOLIDITY ON PROPELLER PERFORMANCE

W Usquinu d & ‘Aouarofsa anisindosd
W Loquing ooy cht Soustolys 2

© ¥ g ) v Ny o S N O
~ ~ ~ ~ . < 0-
%o
Q
] N
©
ﬂov.a:” T 5w
! B\
“ \\\ \‘”“\- ¥
_ m ~ \\ \\\ \\\ w 3V)
.\\.\ \\ \\\ ¥
H hw. S .\ \\\ w
.u\\\ \\ﬂ
-
L] e Q©
] 5 Pad &
ol M\\ ©
L] “_ \\ 1 \\Ia
\\ _ \\\ ‘\.\\‘\\ \\\\ ﬁ ¥
m A L) 41 fLd
ya -’
4 o~
\ M \\ — ’\\\\ M
\\ \.\ \\\ﬁ ’_.
T [ —
X i 7 i S
> e i \\\ ! _f T Vel \\HUI
[ ] o
i T L = N L1 8o
AT T )% AT
\ \ // \\\ \_\ \\*\. /1 Rw
T AT A T A AT o
\\ \ ! i / /.\_\ L \\\Muldu
(1 &k \ 477 AEPE==alL
[] &\\
\ I Gl 2] 0y
| )V N T Y N
! dEP s A TN L=t
| .m \ \\\\ \_ — ¥ (N
= ¢ ~ R
/ Z *
n 1 AT Y B |~
A i P F 1 1/
] \ L] .y.\ _ _ =] ﬁ.ﬁ
’ \\\\\ 1V\\\\\\\ <
1 A — 1 M P ]
\ _ —T = et ..0] A
3 .\ \,\\“\ 1=
- L~ n
/ = ol B R
/ 5|~
A o
7 ~
@
©
%
N
S
|
5 © A S Jos} o X S
T Y % S "% ¥ ¥ 8N 8 T € ¥ ¥ 3 3 § ¥ 9§
i ) 4y " usion@00 JemMogt
| 1 I | { f t ] ! | } 1 F R_v ! /w. | %_ l _0
S~
3 *® X © @ ¥ v T 2 8 33 3 8§ 8§ & 8 8 3

Z3" Yyusip 000 1SN

Advance ratio, J

(6) AL=0.885.
Fiaure 8, —Continued.

885



886 ' REPORT 990—NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS

By Laquinu qoop diy b Aousrgyype anisndosy
Qe v QNN

© N QY ) A N < S Q
~ ~ ~ ~ ) - ~ <
'3}
Q
%
©
CPCI” 'S
| -~
_ * - \\ ] \l..\n“\dd.
. \“\ \\\A w ?m
* \\\ \\‘ \\\ ¥
] — -
of L 47 o
~ P P %
_. T " \\\ @
|t Q- of
\\.“\ 2> '~
7 i at f N e e 9 g
L. L + 0y
\\ N \\ ‘R |+ i ..\\ - Q 4u
\ \\ \\\ \1\\ (1]
Vd — q -
\\ / L7 5\ - _ 2
~1
\\ ‘\\ \\ A~ —_ f ™
\\ m v P ﬂ— s
) P 1 L o = o 2 W
D - \\
4 1~ N f->" o)
_. \\\ \\\ \r\\h_. ~ . |~
N \\\ all \\.\_ﬁ#| ©
=~ -~ a
y /£ \\\ o / h
|~ L~ _~ 1 \J|||.\.\.\\m\4..4“
= L- [ P —1 YN
\_. S\ \J\\ ) \T\\A\\\\ 2
\ =TT
4 - =T 1 -
117 \ s an NI 7 1 W.O
f \\-\\ Pad \4\ p - 2
; —
/ A - %
P \l\...\i“ln\l\\\ﬂ =~
/ d = e
\ T = m ~
s
N
~
S
~
Q
==
Q@
¥,
~1N
-
f
[ [ K2 ) 23] o S
T % % 8 § § ¥ % § § © € T ¥ 5 § & ¥ 9§
4y Gusion 800 wamog T
! ! ! I I I l I ol ! [ ! L ! I ! a_, ! ] _0
~
@ 2 e 2 ¥ T ¥ 3z % 8.8 3 8.8 & 3 § s

L9" Yuaiolyy 809" 4snay

Advance raotio, J

(d) Af=0.48.

Fioorx 8.—Continned.



INVESTIGATION OF THE EFFECTS OF COMPRESSIBILITY AND MOEH.H_M.HOZ. PROPELLER PERFORMANCE

Py Lequinu oo diy b “Aousioyre earsindody
SR ® Q%N

© A3 N ) *® N Q Q o
~ ~ ~ ~ < ) ~ Q
o1
Q
4
: Q9
G5 =~ A3
4 | .
| _ | i
I .h - \\\“lj AT M|E
‘ .\\\ \ \\\ ¥
1 1 -
H & 1| \\ L~ S
h B 8 \r\\ -3
H —al i
{ \\ ~1 =~ nHw
L~ o5 .\\\r\ h
L1 1 ©
7 —
\\ - L— = o
\ \\\ \\\“,\ ] -1 ﬁ A3
i \\\ |1 + 1 1
.5 \_\\ \ﬁ\\\ Y]
ﬂ.\ T | 1 m o
=7 o ]
i L] - i o
N e 4 a — 1 | _\\\.\\m- «
w\ 1 \\\\\ © nﬁ.
\X _\\\\ EJ
— . ~
/ AT | L] of
1 T VR =
/ AT =T w-ﬂmmm
,\\\\\\ W H %
A wl L\.\ P_M W o
3 I@ o
\ L ~ N )
<)
\. e I \..\10. E
B i / L= [’
| 7 — b
\ 11 _-nna
7 T 5=
7 Y
@
~
A
~
%N
~
S
~
@
@
A
4
T
i
T % % 88 v § 3§ R T E T VT g gy § o
G 4usroyle0d samay
\ } _ﬁ ! ] l | | | ] ] ] f I f | [ ! [ I
7% Y ¢ % ¥y © ¥ T § § % § £ 8§ 3 3 § 3 °©
L3 Yueroys809” gsnay

N~er 40 L) N —

887



888

_ REPORT 999—XNATIONAL ADVISORY COMMITTEE FOR AERQNAUTICS

H 3 ¢
W Sequinu Lo dif & ‘Aouaronite anrsydosd
© Y T ™ @ % N © T ® ¢ ¥ N O
NG N < N : - : - : - N o o
')
o
¥
- N
ol ST 4
O s
] | I e W
“ n_ \\\ \\l l\\\. wz
Py 4
i S |_+—1"| [ i N
N .\\\,\ \\\\\ ¥
| 1] g Im ©
] A { o
- I \\13
\\\“‘\v\. -md,
*. ) \\\\ b1 1w
.n_~ \.\_\ \\\\\ ¢|l2
3 e T 1
§ —— k| P
] L1 N ﬁ e
- ‘.. \‘
\ \\V\\.\nn\M o \\ .oMl o
. ‘_\\\\\\.\x‘ @
“_ B Pt I \\\ 2
L~
q\ 1 \\x. Mﬂ
\ - Pt /
\ . L1
T
__\ \h\\\\\ -1 ”_
/ 4+ \\v\ ].nm
<o
/ N
X
~
@
~
%
~
N
~
0 IO
S~
Q
@
. N
N
———
: {
ﬁ -
§ 8 % ¥ 8 8 & 3 4§ T e T v v g g Ty ©
d) Guoioi 800 Jamog
| i ] I i J | ! ! ] N S ~_/ i i | i ! [ }
TY T ¢ 9 T 3% 3 YR ES & 8§ 3 8§ 8§ 3 °

Ly Uiy 000 4SAL

L

N

£ 3

m@

em.n

T8

841

Sy
B
1~



INVESTIGATION OF THE EFFECTS OF COMPRESSIBILITY AND SOLIDITY ON PROPELLER PERFORMANCE

Poar ¢ y
W eaquinu yatyy oy & Aousry
w ol ) M4 4SO BAISINICOAS .
€ ¥ ¥ % @ @ N 8§ o . S ® 9 v & q
: <
'S
@
Ay
SEe
) ©
| N
i _ |
| -t
N = 5
= 1 L] 1T .nw N
o ‘ -\\ k. \ \\ 4
¥ & T
t \\.\ ’ \.\\\\ S
,‘ B Sy uall \\\\ __ha ¥
1 L) L~ "
\u\\\ .~ & B ©
\.\ m \\\\ ' o
/ ©
! “M\‘\W\xk\\ 3
| T 1 ) T 18I
3 L+ / 4 o
; Sl 1 oy
[ ol 4" o
_.m \ sx\ / Q
\ A i o
T 1
t I gl B \\\ﬂ\..a
uPEEEBLCINES
! P "l g
.. el I O MG.M
.\ \\ \\—\ W. 2m
/ ) QR oy
/ N8
2mm
o
[T |
Y
<
[ Q5
I Re]
-
©
~
<
~
Oy
-~
o
~
1 @
©
A
&
T
h [
Q © X . .
@ & & &8 8 § § ¥ § {§ ¥ LT Y ¥V Y T ¥ ¥ W ©
99 4By f800 Lamog
[ [ ~_/ 1 i | ] [ [ I [ [ | | [ f ! i t I
'¥ YT Y T Y 3T Y 3% % 8 § § 8§ 3 § § 5 o
£ Yesppis900 reny; ’ b

Ficyrm 8,~Continued,



890

REPORT 999—NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS

W aqunu (oW it . & Aovepiye snsindovy
e ¥ N % ® 9 ¥ § o E - R N S
L]
9
¥
©
SSe I w
I 1
| ~ = N
! | j IO e o 8 50 7
i — — —F
JEs BRSSO D 22 1Y
I ~ \|\,.\l\. y o ~
T =
Mf. FP 1 &l -\X M.
; L 1
L 4 . h- \r/
{ L] 1A e 8.
o i -1 &
©
Lt
\.\\. \\54.
! \\\ \.\\. 53
L I
] g ANE o
\ \.\ \\ 41
]
; 1] A~ 11 )
L] - \ (]
X
/ \\..\“.\\.\-V?
; L)
\ \\\ ~t R-u&
\. k\\,\ \\\ M?
1 &/
d
~
7 A
7
\ 2
o
T
L )
N
@
-~
N ©
-~
x
~
0y
~
—Q
~
+
5 177
9
—+— —
— TR
N
=
) )
Y ] ) o .Iw < © X
T € 85 § § ¥8-€ 3 8§ 8 ¥ €@y ¥.§g ¥ L 3 § o
d9 4uBIol} 4800 SIMOY . .
[ | | I ! I i | R | - l I ! [ f ] I
o ¥ L ¢ _®. Y. % & I % 8 ¥ 5 8§ 8 ¥ % § 3

L) Yusioly 4803 LS

Advance ratio, J

(h) Af=0.675.
Figurs 3.~Continuead.



INVESTIGATION OF THE EFFECTS OF COMPRESSIBILITY AND SOLIDITY ON PROPELLER PERFORMANCE 891

By waquinu yoopy dis & fousiayye smspndoay
© ¥ N9 @ @ ow N o Y * € N o8 o
~ ~ ~ ~ .. B ) /. . . o .
) [ ']
|
|
- 9
A3
1
f ©
SSe |] ¥
L .
[ — %
__ H L —]
I ‘ L1 | 41 4] n0| N
m \\\ L. \\\\ 1w
| Y 1| 17 Q
. .
.\,\\ B \\\ ¥
S
] M s Q
U.u-. L P .* o3
NlE , o
I} o
_M =
. \\“\.\Hm\a
= ty]
| |77 [ 6 oy
| \\A\ Q
/ , o
!
! i\ndv
/ I o e BN
L1 = n |ND e
£ L1 \\\ e qlau_uu
\ - 3 ¢ &S
sixo ¢ 8
Qg & ©
S 1
e
AR -
Ny 5
]
[
N
o
@
t
Q
~
¥
.
R
~
S
~
@
L)
@
X
N
Q © Q m
) X * a
" 8% & &4 § § § ¥ 8§ § ¥ L ¥ ¥ T 8§ § ¥y oy o
4y QUBINILBQT JBMOL
| [ __/ ] [ | [ I 1 1 [ [ _“/ m. l | ] | | |
¥ Y € ¢ ¥ 2 ¥ 3 % 83 3 8 § 8 ¥ 3 § 5 °©
) 23" Yuarouys0a” ssnay



892

REPORT 999—NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS

W equinu yoow o U Aouardy e amsindovy

9 A N < % Q x Nt o - o - -9 9 © ) " o
- ~ et ~ . el . - > E— ~ - - - . 0
- 0
L]
~
SEw e
] i <
i I 4l
| s
N B A
" _ ﬁ\\\d
S S S S g (N SN
._ - \\\ .l\n.\”\\“?
— ]
: —1 [ \.\ A48T
A -~
! : 1 - / \\\ SN N S Lo
| ] = ¥
T - vl —
w \. \\\ 3
- Py
e .~ q, L+ t L ‘ ™
g =i STSIT -+
3 Y T : > . o
] . - o
M ] i
: A
_ 1"
/ L] 11~ 3%
- \\
. \ P » 1le
.M 4 I 0 o
! . BN Lle
i [ R ~
7 —
{ i 1 k.\_\A \w - W ©
\ L ;\_Mr\\| k N
- ] 3
: - -1
1 -t
i - ©
- - T ~
Q
x
-~
1R
1%
9
1™
e
- =
|
© ) [ © ¥ N =) ©Q X o
T8 3 8 8 § § 3 & R O LT oY o' 8 8 & 9
d9 YUaIDi 4800 MMOH ) CooT o
{ I I i ] I L ] L l L ] 1 ! L ] ] ! L _0
2 ¥ T ¢ .8 . ¥.% .3 % 8 %:;¢3 8 8§ § 3 &8 3

L) Yoy 4803 45Ny

20 22 24

Advonce ratio, J

(@) A =0.725.
Fiouxs §,—Conolnded.



INVESTIGATION OF THE EFFECTS OF COMPRESSIBILITY AND SOLIDITY ON PROPELLER PERFORMANCE

W wequinu yoow dif
S ® 9 %

& ‘Mouaroyre asngindo,
< © A X

k) N > oy QS S] ] 0y o
~ S~ ~ . /I - - 0
5]
Q©
_ ¥
= ©
_ S o =
— T—a
| EEerT
_ ] LA~
_ : i oy
M N \\\\ _\ ~F
_ﬂ L1 1 S
&+ ¥
1, \\\\\ &
¥ et o
N L R
: \“ . pr e
. ] l\.\\r\\n Jwo
LA A =1 ] (8]
g —
m ~\_‘\ = -
1 \\ ‘\v\\ il of
\.A __ \\\\\ _ # oy
- {
“ _ | ™
L~ | ] 4=l
! e B S o
H 5 B 2
_ 1 o
_. LT LA A
. P ]
’ m \\.\\ —\\ ©
| L i A
m L] 1 \ 1T | A ||\\I\\ mw, -
~ \\\ \ . _ t\.\\_\ l O
_* \\ \\ l\j — \ ﬂ/m-
] : A T T\ 1A N
S EREEL s En Rl
“ \\_ e /| \A A_A\.\\ u L] N
H -~ iy
\\ .h - - - \ | ) ’d_ \! N\ 8-
Y/ / ~T /] L4771 |/ A= = o h
- I
f m -1 £ \ \\ m /\.\ > m ©
/ \\W _ \\ \\ L1 3 M A \K 1 Pl
— ———— '
pd -] \\L\\ . \\« it N4 \\\H\ FNIE
P - - -
d I, - +7 A\ Nt AP
% e [ ! LA \ v == <13
VARRENEE ER=sANRY. NNV Eay A
e TS T T
AN = A O PR
\ 4 A4 - W X\\\ \ \ N
r e \L\ ' .Hw
i - 1 \M A 1A 15
- — L N N 1/ \ 5
- — N o
-1 i N J
L
\\
¥
A
T
(o] sl X Q
N8 3 8 8 ¥ ¥ YR8 8§ R & & T Y 8.3
) ) 44uB1214460D LOMO- . .
L | ! ! : i | § I P | l __/ ] I I I i r 1
T R T v ¥ @ % 3 S § 8 85 § 8§ 3§ 8 8§ 3 °

" I3 Yissron803 fsnayy

Advance ratio, J

(8) M=0.165.

Fioure 9,—Oharacieristics for the NAOA 4-(8)(08)-045 propeller,

393

— a2




894 . REPORT 999—NATIONAL ADVISORY COMMITTEE FOR AERONATUTICS

4.8 5.00

4.6

4.4

4.2

22 34 36 38 40

26 28 30

Advance ratio, J

(h) AM=0.23.

Froumn 9.—Comtinoed.

20 22 24

8

16

14

L

1o

I HSQUINLE (oD Olf B T - — U Kowaryye ansindoy
I ¥ % 9T @ N 4 o LI S .w Q@ %N
b
8, __ \\.v\“ﬂh
OO R g = e .h‘\ ..0
| 1T T T 119
|| =t
N Pl
| A -
4 \\\
— —-1
-
Y q, e |ﬁ
3 )5 N
~<|
28
. - \\\\:\fw’.
/ N |.I|.H\.l||hll|l -y
\\.\1 i - \\\\
w4 |4 il
] \ L =
- \\ | - o7
\\\_ \\ ] -’ _ i - .
\\\ .W\ \.\\\ ¢ - _ // W
/] el \\ i Lo . 1..\.&
A1 1A -F 7 T T L Tl
AL V1] P )4 IR
K it / T
f \ i \ - \\r\\ \_\\\/ .
\ L\ _“ / ] | r\l.ll‘\_.\\
\/y\ A\ AR /] /.-Jlﬂ,\\\\
L bo
al AN \ \\\ -1 \ \/ =1
4 N _ 1 \\ 1 L T4
iR % i 1 [ 7 A i
/- B FAEERRE )
L L -
. \,\ + .\ \\ _l._.\ = \\\ S_—
\ 47 Vi \\\.,\\.\+ \ / pd .I.|WA
\ “ 1 \ \\\ \ \m\‘Lll . L —Ey
! ‘ ] - A ] ) . > -t 4]
1 P [ 1T L/ _ \\.V\\\ | .“
\\\ /| 1 - 4 \\-\f"\q.\/ \\.II —t
1 | [ —] \\ 74\‘\. -|||.I| ‘I1|N
li A _ 4T | \\\J\\,\M - -I.u\\ ~ ‘\\.N
4 A~ %4 A1 A,
. = —= A ;s
g =T A=A
7 _ . T AN A A - 8]
V L \ / 5
8-
N8 ¥ 8 8 8 % OIS %G 8§ § & /8 % | 8 3
dy YusIdN 303 UemOd
] i { 1 ] ] ! I 11 1 i 1 ] | ] ! !
g Y ¢ L ¥ ¥ & 3 S '8 88 5 & S ¥ 8 & 3

) YOS Sy



INVESTIGATION OF THE EFFECTS OF COMPRESSIBILITY AND SOLIDITY ON PROPELLER PERFORMANCE 895 N

v Laquinu yoop it ) ) b ‘Aouspiyge anspidodd
T 8N % @ @ %Y N o S S M N
J i o
@
A
- “.- X o
S LT L1 1] AN
1 7 P
! _ Al N
“ _ ‘\\ 3~ ¥
“ _ L~ .\..\\ oy -
= 5 :
1 L1 \\\\ ! -
L 4 s
Mw, F._w. - T TR ~F
A .
\\\ @
m A | T
T i -
.~ P i \r A ﬁ- © N
_ - | e ™
-~ L
H L~
| - Z %
I L-1 ) 1 o _
o Pred
\4—\ \\\ v I "
L~ —
\\\ ! \ \\\ \ . o]
4 4 \\\\ ' \\ L2 m o
z l - L (7% o3
7 ya 1V =z
! P ! 1+ ©
{ ~ )
it
L~ g
\ \\\ = ] M\ \NRU. JnHu .m -
1477 e AN Z qo.ew.m
Y | ~ P _
el T \ 7 /] a | — \\ Y 2 W
\ \\\\ \ \\L f N lm m %. —
\_\\ \\ \\\—_.\. \\ ”A@m o
7 = : — __b
“ F = == =il
/ ~ i T Al -
\ = =
q. 1~ L~ \\ \\\\ __a\/ﬂ \ Ao
P e 2 |~ .\\ (] ~
h _—~) 1
[ 7T _L—=F oy
\ L~ = \\ == \\ Q
- ~
[ i =1 \\ o “
el —T L A
/ " -l A A s m <
— \‘\ -
/ L~ K P \ ¥ N
K
\ L] A .nI—. [\
¥ S|~
/ <
4 S
% -
@ —
A _
N
T
!
) ) [y ~ >  © y o ~ ) 3 .
N8 I 8 8 § % YR 8 8 § & 8 % 2 9 9 e T
) 9 GUBIO SO IO
l | i f t 1 ! l i | [ .“/ ! ] f %u H_/_ H _O
® X £ 2 ¥ ¥ & I ? & 88 3 & § 3 8 ¥ s

iy wtm.\utumm.ou ..nmm..\ah
856646—51——058



-- REPORT 999—NATIONAL ADVISORY COMMITTEE FOR AERONATUTICS

W dsquinu Yooy dif
° * b ¥

b ‘Aousioyse ensndosy
L

vy o RS Q S
~ >~ =~ . L = . SN i ser i = Q
- e
K 4} _J%
* \4"
+ g o 2
- } \l\\\ P A.\ﬂ je
S ﬁ A T w ¥
! T P > - Bl
I _ I . A -4 .\..\\ A
| | i A- ¥
i == ~-
! _ 1 8y
t _ : \\\J\ A
M. = Sl Il|~ - ..JO.
; g i Ay
~ - .\k\ ~ (>}
T 7 X Iy s et L
~ > [ T
._ . | AZ ) | \\ \\ _n..w ©
\ ﬂw\ I ya o
NN e T
& R 1m
o * _ AN
-4~ m A%
H | - b—T1""T \\a\
\ - _ W 7] - ..\\nm 0._0
& _‘ \\\ /\\ \\\ o 1es
~H A - EaZdRunn®
) .__5 4 4 =t \.\1\ N
\ : F L~ T
471 Y 0
) a . \\\\\ 3 \\ \ L\\\\\“ -sd.r ha
. \ 47 1 \ J = g \\ N
! g o
/ EaRELpoaeaEaEe
-1 - == Lot l-ta
/ . 4] 4=1" 11 [Flo
L T,
1y il jd T P
/ N e . = i g L
; = 4 (W A8
/4 i
~\ “ \..hl.. - “ w
y AT A &
. - i
- S
N
- ~~
Q
S
@
i@
— — o
- ~iv
]
f— !,2
e F‘Mlml\l
X i, ] {
N 8 & 8 8 § % ¥ .8 § R ¥ § € ¥ § § ©
) Yusou 803 JeMOS : o B i
t ] { [ 1 _ I I { } ] ] } ] ! i I { { I
Ty ¢ 8 ¥ T ¢ ¥ S8 % % ¢ ¥ Y gy s

"Ly YUaoyyd0o ysnayp

r.
g
=3
15
Ry
&



INVESTIGATION OF THE EFFECTS OF COMPRESSIBILITY AND SOLIDITY ON PROPELLER PERFORMANCE

Y Laqunu Yoo oy & “ovapiyze amsndoy
I Y% 2 @ 9 % N o : S T S S, SN
= i G
__ %
q . Y
&~ =
Cﬂ—L & ._ \—\\‘\ - no. ao-
I — H \\ L1 -~ 1ol
I 7 4
" _ \\\ \\ 4“
i _ J . A7 A ~
1 _ P
‘ \\ 7 Ny
_ \ A \ A
! : ) ]
had M C - c —" N 0
ol 3] ] ¥
0 =
A7 “ 9
» 7 \ - \“\\.M. “
\ o3
1] e
P
~ Sz N
_“ = 3
| AT 1 oy
f ] o3
| ] { 4
\ ~ y \\\.\ L=} -0- Q
s. 7 g ] Gled
\ e ®
1 = -
' 17 \A 0 m
L~ p i 7| O
/ = LAV
~_ ‘\ \\1\ ~ [+]
! — At m
. . m\\\\\ o m
e ]
\ L / = MA
N [ — \.\\\_ »w-
/ / I e R
5 % 41 y m
. - -

\ e Ul.w
2
~
~
&y
~
2
X
9
1
N

T -
l
[} © : [a] < © Qy © A Q
N g ] 8 8 & ¥ I 8 8 8 § & & % 3 8 9
d9 4uUSOH 10T ABMO L
| I 1 I } i } } 1 [ } _—/ 1 i f 1 | ] |
T T ¢ ¢ ¥ © & 3 % 8 8 5 € 8 3.8 § 3§ °

L) Ysp1yp502 JSPny]

(e) Mw==0,58,
Fraore 9.—Continued,

897




898

wy ‘wequunu yoopy Dy
: @ @ ¥

" REPORT. 999—NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS

b Kovaryyse ansindosq
X Q ¥

N § o Q Noe
~ - ~ ~ [
]
: - “H
&S o | e e g ol P e I
fimaz L
1] ]
[ | A4 I
I . A~ ¥
\\.\ E
[ -~ i .
~ { . j Pt rlm ¥
_ - a, \\\lt ./w Q
c «
| 24 I - _ N
! = L=7 ST ©
.. 4 =11 |8l
7 o
"\\ —_ ]
. B e NN
! _4~ 11 N “
\ 1= > A
y REgZam A
] : 7 . =l
L IH T -t N W Q
\ - - \ \\“‘MV o3
f =g ol I ]
LA A bl o
L LT | s
T = - -1 -
__. A \ # A Gm
.\ =~ - = \”.H..lll“mn‘l.\mem m.
\ - ﬂ\\\ \\\ ﬂxdnmuv ﬂ.
: A 1 L7 nfNE 2
/ L1 a8 o PR
7 - # I nm.ZA‘
A1
E N
2 | l.lﬁ
. S~
- @
v ~
O U I
-a- ~
. .|
>
- TR
F 1@
N
— 2.-!2
5 N ..i-w....ll
=
T8 5§ 8§85 ¥y YRR R TN C Y E Y o
dy U 800 JeMOy ) ’
t __/ { i I I i ] i i I _,/ i _ t | ! [ I
T ¥ 2 ¥ 2 ¥ 3z ¥ % § R.8 8§ ¥ 8 ¥y 3§ ©o©

"4y Yusroys800 psnayl T

Fipore 9.—Continued.



INVESTIGATION OF THE EFFECTS OF COMPRESSIBILITY AND SOLIDITY ON PROPELLER PERFORMANCE

Ypy Lesquinu yooWw O . & ‘Kauapyre anspdouy
X &y Q o] < X o o S o < A % <
3 - = ! ? L : = 2 X b § S
_ S
i
]
\4
— F.w.n_'m-ln \\\\\\ \\.X\Oos
| ! Yl T N
: 7 »>
[ \\\ = dn
| Ers | N
1 \\\\. &
1 L] H A
1 LA
| g2 f
N ST & g 3
/n,m p et Pt -,.—
T @
~ r\\u-l\l\Nﬂ\\ﬂou.
3 — (5%
.\ ] ©
[ » ~
\\\ O,vv
\\ T
] e}
i L]
F ]
AT NNJON,
2
/ / 7 v
-
! [ A A mm
~ o J
\\.# 7 ¥
1 G-ﬁ
NR
3
2”
g
o
=<
o
S
N
R
?
-
~
]
2
R
<
X
N
MI
!
X ) © % Q. © &) ©
N8 ¥ 8 &8 § ¥ 3 ¥ 8 8 3 & %8 % ¥ 8 3 °
) US4 JOQT AMO
| I 1 [ ) ! | 1 1 1 1 m/ I [ f | i ] I
T3 § § ¥ T § 3 % 8 B HS § § 3§ 3 8§ 3 ¢

"y ueios00 pSry

(8) M=0.65.

Praurne 9,~Continned.’



900 _ " REPORT. 990—NATIONAL ADVISOHEY COMMITTEE FOR AERONAUTICS

Yy equiny yoopw iy 2 i houspiyye ansincosg

T Y 8w v o wie v ST 8 @@ v N o
G
-4 4%
LN
S&e |1 \\\.u...avs
P— ] 1
EnIEE T TR
—_ . *. 1 = -
! ! “ ~ \\\\ e ~t
T 1 | L1
L d ;- L M
- - !
- Mﬂ._‘ o =t &x T 87
4| N L i} - = Lﬂ
1 - ‘ A\
~ | i i o
T o b e P
! N S i e it
I - e 1
r \.\ \\\\ “Jw.ao
< = 2
: i ”
. b ‘\\\ - e
. . S S ),
: K ey
i i il i \\.\.\ i
! : - 47 5
\ &
1§} ? = e
/ i S
! o
1 B} .l.1:\l||l|-l.| -_\.\“ua
T — =l B s
/ AL AT 18IS
]
BN \\*T\ ..O.m.
= - - T
! § 8N
al_w
¢
2
i - 1]
H _ A
- &
o
) &N
T T - m
.. - ©
= -~
\., - Iw
-~
{0y
S~
- S
-~
- R
@
-
Rl
) £
5 I
o N3 o (o) © X S
N8 3T 8 8 § % OIS O8S 8 8 § & § % % 3
9 pweigo0d Jamog < o T
L L L L | ! _ - [ | GO | L { L i1
T % ¢ € ¥ % & T 8- & 5 & § 3 ¥ § 3 °

L) 4uisiyy 4803 4P

(h) M=0.875,

Fraoxs 9.—Cantinued.



INVESTIGATION OF THE EFFECTS OF COMPRESSIBILITY AND SOLIDITY ON PROPELLER PERFORMANCE

Wy Yequinu yoow dif & Aouvsratyys smspdo
S ¥ Qo QN

v o ) Q Ny 9 Q Q S
~ ~ ~ * b * ) ~ i * o
_ G
]
! %
] [ ¥
| : BES IS
RS = : : A T A Q¥
__ ﬁ AV\\\\ <
“_ m _ \\\ \__\\ ¥
L “ o 1A N
H by p ¥
H \\.\Mw .aw_
-
| = | S
A 3
. @
(3
] — ‘.\JM
- ~ -1
Uw.\ \\v \\\\ “Jul
H . .\ L o5
N ._\\\ &}
f A1 N
i _ o5
Q
! [
f ]
{ L o
/ Bz=amlN
d " * oS
Sl s
i am <y
/ Amm
/ NE
RS
it
Q
&
Q
~
9
~
¥
~
oy
Q
.
Q
@
X
&
. I
0 [ ) %
Y8 3 8 § ¥ ¥ 388 HR LR ¢ Yy O
4y ¢uaro 1803 JamMa
| 1 l ! | ! | ! ! | i F f I 1 nw ] I _0
~N ) ~
€ T ¢ 2 ¥ 2 ¥ 3 2 3 8 3 8§ 8 & & 4§ 3

"Ly qleroyyd00 gsnuyy

~ Figurk 8.~Conchuded.,

901




902 REPORT 999—NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS

COMPRESSIBILITY EFFECTS

The general effects of compressibility on propeller per-
formance shown by the results of the NACA 4—(3)(08)-03
and 4—(3){08)-045 propellers are similar. Consequently,
these effects will be fllustrated by the results for the NACA
4—(3)(08)—03 propeller.

Critical tip Mach number.—The primary consideration in
the operation of propellers at high forward speeds is the tip
Mach numbers that can be reached before serious losses in

maximum efficiency are encountered.. These values are .

indicated by figure 10, which shows the variation of relative
efficiency with tip Mach number for several blade angles.
The relative efficiency fnes/m: is the ratio of the maximum
efficiency at the tip Mach number being considered to the
maximum efficiency at low speeds (at a tip Mach number
of approximately 0.25). Propeller critical tip Mach num-
bers of the order of 0.88 £6°0:91, depending upon the blade
angle, are shown (correction of the tunnel-datum Mach
number by use of the factors given in figure 7 results in
corrected tip Mach numbers of 0.90 to 0.93). The highest
value was obtained for a blade angle of 45°. Af this blade
angle, the propeller tested operates with its blade sections
at practically their design or optimum lift coefficients;
bence, it is for this condition of operation that the blade
sections have their bighest critical Mach number. Opera-
tion at blade angles other than 45° requires that the blade

sections operate at lift coefficients other than the optimum

values and hence lower critical Mach numbers can be
expected. The variation of critical tip Mach number with
blade angle is shown in figure 11. It can be expected that
critical tip Mach numbers as high as those obtained for the
blade angle of 45° can be obtained for the same loading at
other blade angles, provided that the pitch distribution and
solidity are modified to permit operation of the blade sections
at their design lift coefficients.

Envelope efficiency.—The influence of compressibility on
propeller performance is further illustrated in figure 12 by
comparison of the envelope efficiencies obtained at various
forward Mach numbers. Curves of approximately constant
tip Mach number are also shown in the same figure. Serious
losses in efficiency appear first at low values of advance
ratio for any given forward Mach number. Such losses can
be obtained with incorrect choice of diameter or gear ratio.
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FIGURE 10.—Effect of compressibility on relative maximum efficiency for
NACA 4-(37(08)-03 propeller.

Compromise designs involving increased diameter favoring
climb or take-off may lead to important compressibility
losses at high speed. The rapid decrcase in efficiency with
decrease of advance ratio and increase of forward Mach
number emphasizes the importance of operation ai proper
values of advance ratio when the forward Mach number is
high. Thus, one method for delaying compressibility
losses to higher forward speeds is to reduce the tip Mach
number by operating at high values of advance ratio.
Efficiency loss at supercritical speeds. ~The cflicicney
loss at supercritical tip Mach numbers is linear within the
speed range investigated and varies from approximately
9 percent to 22 percent per 0.1 increase in tip Mach number,
(See fg. 10.) As with the critical tip Mach nwmber, the
rate of efficiency loss is dependent upon the blade angle and
is a minimum at the design blade angle. Operation at blade
angles other than the design value, which is approximately
45° for this propeller, leads to higher efficicney losses because
the blade sections are operating at lift coeflicients other than
the design values. Lower critical speeds and larger drag
losses consequently would occur. Furthermore, a greater
proportion of the blade operates at higher scetion speeds
at the higher blade angles if the tip Mach number is held
constant: The magnitude of the efficiency losses at super-
critical tip Mach numbers is sufliciently great to require
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that such operation be avoided. In designs for which it
may be impossible to avoid operaiing &t supercritical tip
Meach numbers, the variation of efficiency with blade angle
emphasizes the need for selection of the proper pitch dis-
tribution.

The losses in efficiency due to compressibility effects are
higher than those indicated by some previous research.
High tip speeds generally are encountered with high-speed
aircraft and hence at high values of the advance ratio and
blade angle. Most previous investigations have been made
at low forward speeds and low blade angles, and losses based
on previous data therefore are an extrapolation when applied
to determine performance at high values of advance ratio
and blade angle. The most widely used method for appli-
cation of high-tip-speed data over wide ranges in blade
angle is given in references 6 and 7. This method consists
in substituting the efficiency determined by tests at one
blade angle in the expression for the efficiency derived from
the simple blade-element theory and evaluating an effective
drag-lift ratio of the blade. This drag-lift ratio is then
substituted back in the same formule and applied to all
values of advance ratio. The results obtained from this
method of extrapolation as applied te propeller problems
for high-speed airplanes can be espected to be optimistic,
particularly for values of the losses above the propeller
critical tip Mach number. This is true because the effective
drag-lift ratio determined for the blades had been found from
tests at low forward speeds and low blade angles for which
the proportion of the blade above the section eritical Mach
number is smaller than that in normal operation at high
speeds and high blade angles. A comparison of the efficien-
cies as calculated by the method of references 6 and 7 and
the values obtained in the present investigation are shown
in figure 13 (the tip Mach numbers have been corrected for
tunnel-wall constraint). The ecritical tip Mach numbers
are shown to be slightly lower and the losses, considerably
greater than the extension or extrapolation of previously
existing data indicates. Figures 10 and 13 alse show
slightly favorable effects of compressibility af subecritical
Mach numbers, which have not been shown by previous
information.

Thrust and power coefficients.—Studies of the compressi-
bility effects based on efficiency alone are, of course, of
primary importance in relation to airplane performance;

Lt
B -
® ’:/ g
& Nk
§l§ 9 \ NN
8§ AN
Sy S bl 4
:-E - Measured values (NACA 4~(3)08)-03 propefiler)
S Extrapolation of low-blade-angle——1
S I I data (nethod of references 6 and 7)
e £ .7 8 g 1. L] L2 13 f4

Tin Mach number, M,
F1GURER 13.—Comparison of relative maximum efficiencies with values obtained
by a econventional methed of extrapelation.

they, however, are not completely illustrative of the types
of change occurring because the efficiency is dependent upon
the thrust and power coefficients and upon the advance
ratio. It is conceivable that considerable variation in thrust
and power coefficients at a given value of the advance ratio
and blade angle can occur without affecting the efficiency
to any great degree. The variations of thrust coefficient
and power coefficient with forward Mach number at constant
values of advance ratio for a blade angle of 45° are shown In
figures 14 and 15, respectively. Such plots are equivalent
in a sense to plots of airfoil lift coefficient against Mach
number for constant angles of attack. Marked changes in
the thrust and power coefficients occur and these changes

are, in general, similar to the variation of airfoil lift co-

efficient with Mach number except at the lowest speeds at
which the thrust and power coefficients appear to vary
somewhat irregularly. This irregular variation (to be
explained subsequently) is probably due to a change in
advance ratio for zero thrust and power. If profile drag
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is neglected, the thrust and power coefficients for constant
advance ratio and blade angle could be expected to vary
with Mach number as airfoil lift coefficient varies with
Mach number for a fixed angle of attack. Theoretically,
for an a,irfoil this variation in lift coefficient is proportional

to TT—= f’_ﬂT and, for the propeller W1th the thrust and power

both having a similar variation, no eﬁe(,t. on the efﬁelency
is found. 'The effect of compressibility on efficiency in the

subcritical range (fig. 10) is favorable; hence, it is indicated .

that some increase in blade-section lift-drag ratio must
ocgur as the speed is increased up to the critical value. As
basic airfoil data have also shown a slight increase in lift-
drag ratio with incredse in speed or Reynolds number,
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particularly at low values of (he Reynolds number, the
small effect on propeller efficiency shown by figure 10 is
to be expected.

The variation in the advance ratio for zere thrust and
power coefficients at low specds is not readily understood.
Drag variation alone cannot account for the effect beeause
drag-curve variation would tend to have the oppesite
effects on thrust-coefficient and power-cocfficient values,
Variation of the angle of zero lift of the hlade sections is
indicated. The effect of compressibility on thrust cocfli-
cient is shown in figure 16. It will be noted, however, that
the variation in advance ratio for zero thrust and zero power
which occurs at low speeds tends to disappear as the speed
of the air stream is increased. The variation may be due
to some Reynolds number effect. The shape of the curves
indicates that a constant value of the zero-thrust and zero-
power, advance ratio ‘is reached at Reynolds numbers and
Mach numbers below the eritical tip speeds; henee, (he
Reynolds number of the tests is probably sufficiently large
to permit direct application to most full-scale problems.

At the highest Mach numbers invesligated, marked
decreases occur in thrust coefficient, power coefficient, and
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advance ratio for zero values of the thrust and power. These
changes are entirely in accordance with previous airfoil
data which have shown large decreaseg in lift coefficient,
increases in drag coefficient, and change in angle of zero
lift. The similarity of the compressibility effects observed
to those found for airfoils is further llustrated in figure 16.
At the low speeds, some irregularities in the thrust-coefficient
curves appear and these irregularities are somewhat similar
10 those that have been found in lift. curves at low Reynolds
numbers. With increase of speed, the irregularities dis-
appear. There is an apparent increase in the maximum
lift coefficient with increase of speed that is evidenced by
the higher thrust coefficients obtained for the high-speed
date at the lower advance ratios. The slope of the thrust-
coefficient curve increases with increase in speed in essen-
tially the same way as the lift-curve slope increases with
Mach number and, finally, there is a shift of the thrust
curve to the left which corresponds to the shift in lift curve
that has been found in tests of airfoils at high airspeeds.

COMPRESSIBILITY AND SOLIDITY EFFECTS

The effects of compressibility and solidity on propeller
performance presented in the following discussion are based
on a2 comparison of results of the NACA 4—(3)(08)-03 and
4—(3)(08)-045 two-blade propellers, the basie characteristics
of which are given in ficures 8 and 9.

Critical tip Mach number.—The effect of solidity on the
critical tip Mach number is indicated in figure 17 which
shows the wvariation of the relative maximum -efficiency
with tip Mach number for several blade angles. Increasing
the blade solidity has a favorable effect on critical speed,
and, within the range of tip speed investigated, the losses
attained with the wider blade are appreciably smaller than
for the narrower blade. At the design blade angle (approx.
45°), the wider blade increased the critical tip Mach number
by approximately 0.03. Smaller increases in critical tip
Mach number occurred 2t other blade angles.

The favorable effect on critical tip speed produced by
increased blade width is probably due principally to the
lower lift coefficient of the wider blade at its maximum
efficiency. The ratio of the thrust coefficients at maximum
efficiency for the two blades at the design blade angle is
shown in figure 18. Over the entire range of tip Mach
number, the ratio of the thrust coefficients is appreciably
less than the ratio of blade solidities. This ratio, however,
is sensitive to the fairing of the efficiency curves near the
peak of the curves; consequently, the values shown in
figure 18 are to be considered in & qualiiative sense only.
At the highest Mach numbers, the maximum efficiencies of
the two propellers occur at approximately the same value
of thrust coefficient. The wider blade consequently reaches
maximum efficiency at lower values of bladesection lLft
coefficient; hence, higher critical Mach numbers would
be expected.
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Envelope efficiency.—Envelope efficiency curves for both

propellers are presented in figure 19 for several values of
forward Mach number.
Mach numbers of 0.9 and 1.0 are also shown. At the

905 .

Lines corresponding to the tip

lowest forward Mach number Af=0.23, the tip Mach num-

bers are less than the critical values shown in figure 17;

therefore, no compressibility losses are encountered in the
speed range shown. The envelope curves are flat and little
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difference occurs in efficiency for the two blade desigps.
With increase of forward speed, however, the tip Mach
numbers exceed the critical values first, at the low advance
ratios. Decreases in envelope efficiency occur that are
greater than those for the narrower blade. Important
decrements in envelope efficiency appear to start at a tip
Mach number of approximately 0.9.

At high forward speeds, appreciably higher efficiencies
are obtained with the wider blade. For a forward Mach
number of 0.70, the envelope efficiency for the wider blade
is from 7 to 10 percent higher than that for the narrower
blade.

The values of efficiency obtained at high forward speeds
are interesting. A forward Mach number of 0.70 corre-
sponds to speeds of 463 to 532 miles per hour, depending on
the altitude. These data indicate that efficiencies some-
what greater than 90 per cent can be obtained at these
speeds provided that the advance. ratio and solidity are
maintained in specific ranges. As these particular pro-
pellers have higher blade-section thickness ratios at least
over the outer portion of the blades than may be nccessary,
it appears probable that currently obtained low-speed

REPORT 99%—NATIONAL ADVISORY COMMITTEE FOR AERONAUTICS

efficiencies can be maintained to seca-level speeds of the
order .of 550 miles per hour. Applications of these data to
high-speed-propeller problems are currently being studied.

Power disk loading and maximum efficiency.-—Actual
propeller efficiencies are determined by the induced loss and
the blade section drag loss. In the ideal case, the indueed
efficiency is a funetion of the power disk-loading coeflicient.
In the practical application of propellers, the elficiencies
obtained are less than the ideal efficicncy by an amount
that is determined by the blade-section characieristics and
the disk-load distribution. The disk-load distribution for a
propeller operating away from its design condition may
have a large effeet on efficiency. At maximum efficiency,
however, the effects of load-distribution variationy are
relatively small and the differences between the ideal offi-
ciency and the maximum efficiency at a given blade angle
are due principally to the blade-section characteristics.
Comparison of the maximum cfficiency obtained in these
tests with the ideal efficiency for several Mach numbers
over the range of power loading investigated therefore
illustrates the influence of the blade aerodynamic character-
istics on the over-all propeller efliciency.
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Figure 20 shows the maximum efficiencies for both pro-
pellers, as determined from this investigation, plotted as
functions of the power disk-loading coefficient P, for several
values of forward Mach number. The ideal efficiency
given by the axial-momentum theory is also shown in figure
20. At very low values of P, the measured propeller
efficiencies show a sharp decrease because of the blade drag.
Except for extremely low values of P,, the general trend of
measured efficiency should follow the theoretical trend.
It is apparent also that the wider blade generally has higher
efficiency, particularly as P, increases.

At Jow speeds, the difference between the ideal and actual
efficiencies obtained is of the order of 5 to 8 percent, de-
pendent upon the power loading. Over a part of the range,
it is probable that a small part of this difference may be
due to the existence of nonoptimum Iload distribution.
The whole difference is small and the fact that a part of
this difference could be due to bladeload distribution
indicates that the propellers closely approximate optimum
aerodynamic designs. Because the sections employed are
the NACA 16 series, which have the highest critical speed
of all propeller sections now available, the maximum effi-
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ciencies obtained over the entire speed range are probably
close to the meximum now obtainable.

The variation in efficiency due to compressibility effects
is shown by comparison of the data for the various Mach
numbers. The predominant characteristic difference is
the sharp decrease in efficiency with power loading that
occurs at the higher speeds. The range of power disk-
loading coefficient over which high efficiencies can be ob-
tained decreases markedly at very high Mach numbers.

As at low speeds and high power disk-loading coefficients, L

the wider blade shows the higher efficiency. The range,
however, of power disk-loading coefficient covered is too
small to permit a general conclusion. This phase of the

- problem is being investigated further,

From considerations of propeller design, probably the
most significant conclusion indicated by the results pre-
sented in figure 20 is the large decrease in range of power
loading for high efficiencies that occurs with increase of
speed. For high-speed airplanes, the propeller design
becomes much more critical. With high efficiency occurring
only for a small range of power disk-loading coefficient, the
choice of diameters, gear ratios, and solidities desired is
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severely limited and it will likely prove necessary to design
propellers for high-speed aircraft to suit part.xcularly each
individual application.

Operation at constant power coefficient.—As d1rect1y ap-
plied to aircraft, it is important to know the effects of
design changes and speed increases in relation to the power
coefficient. In many applications of operation at constant
speed and hence at substantially constant power coefficient,
large gains in climb efficiency may be obtained by increasing
the propeller solidity. This effect is illustrated in figure 21
which shows the variation in efficiency with advance ratio
for a constant value of power coefficient. At this value of
power coefficient, low-speed data would thus indicate that
the principal advantage of the wider blade occurs only at
low values of advance ratio. In this respect, these results
are in agreement with other low-speed test data. Under
actual operating conditions, however, the higher advance
ratios would be obtained. at higher forward speeds. The
results presented in figure 21 (b) rather than in figure 21 (a)
are therefore applicable to operation at high advance ratio.
These results show significantly higher efficiency for the
wider blade. The chosen yalue of C»=0.15 corresponds to
maximum efficiency at a moderately high blade angle. The
data presented in figure 21 {a) are for a forward Mach num-
ber in the climbing range and in figure 21 (b} for a forward
Mach number in the high-speed range. At low advance

ratio, which would be the operating condition at the lower.

speed (climb), higher efficiency is obtained with the wider
blade. At this same forward speed but at high advance
ratio, the efficiencies are the same for both propellers. The
gains obtained through application of blades of increased
solidity thus appear to exist over the entire normal operating
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range and the advantages possible through increased solidity
are underestimated by the usual propeller data at low for-
ward speed.

CONCLUSIONS

Results of investigation of two-blade propellers having
NACA 4-(3)(08)-03 and NACA 4-(3)(08)-045 blade de-
signs in the Langley 8-foot high-speed tunnel through a
range of blade angle from 20° to 60° for forward Mach
numbers from 0.165 to 0.725 show the following effects of
compressibility and solidity on propeller performance:

1. Secrious losses in propeller efficiency occurred at {ip
Mach numbers in excess of 0.91.

2. The effect of compressibility losses on maximum efli-
ciency was dependent upon the blade angle and varied in
magnitude from approximately 9 to 22 percent per 0.1
merease in tip Mach number above the eritical value.

3. The range of peak efficiency, as shown by the envelope-
efficiency curves, decreased markedly with increase of
forward speed.

4. Compressibility losses could be delayed Lo successively
higher forward Mach number by decreaging the tip Mach
number through operation at increasing values of blade angle.

5. The general form of the changes in thrust and power
coefficients was similar to the changes in airfoil lift coeflicient
with changes of Mach number.

6. Losses in propeller efficiency due to compressibility
effects deereased with increase of blade width.

7. An increase of blade solidity from 0.03 {o 0.045 per-
mitted an increase in critical tip Mach number of 0.03.

8. The range of power disk loading for high efficiency

-decreased with increase of forward speed as a consequence

of compressibility effects. This decrease in range of high
efficiency indicated that propeller designs for high-speed
aircraft may be critical and that it will likely prove necessary
to design propellers to fit specifie applications.

9. Al constant power coefficient, an increase of solidity
impro%’ed the efficiency for climb and high-specd conditions.

Lmagm MEeMORIAL AERONAUTICAL LaBoratory, )
Natronar Apvisory COMMITTEE FOR AERONAUTI(.S, o
LANGLm FieLp, Va., January 22, 1944.

REFERENCES

1. Stack, John: Tests of Airfoils Designed to Delay the Compressi-
bility Burble. NACA Rep. 763, 1943.

2. Hartman, Edwin P., and Feldman, Lewis: Aerodynamiec Problems
in the Design of Efficient Propellors. NACA ACR, Aug. 1942,

3. Becker, Jobn V.. Wind-Tunnel Tests of Air Inlet and Outlot
Openings on a Stréamline Body. NACA ACR, Nov. 1040.

4. Wenzinger, Carl J.: Wind-Tunnel Investigation of Several Faclors

© Affecting the Performance of a High-8peed Pursuit Au‘plane with
Air-Cooled Radial Engine. NACA ACR, Nov. 1941,

5. Fage, A, Lock, C. N. H., Bateman, 1, a,nd Williams, . IL.: Ex-
penments with & Famxly of Axrccre“s Including Effoct of Tractor
anid Pusher Bodies. Part II—Experiments on Alrserews with
Tractor and Pusher Badies. R. & M. No. 830, British A.R.C,,

1922,
6. Woad, Donald H.: Full-Scale Tests of Mctal Propeilers at 1igh
Tip Speeds. NACA Rep. 375, 1031.

7. Weick, Fred E.: Aircraft Propeller Deaxgn MeGraw-Iill Bouk

Co., Inec., 1930.



