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Wind-Tunnel Testing of the Wright Brothers’ Model B Airfoil
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Wind-tunnel tests of a Wright Model B airfoil have been conducted using two-dimensional models in full- and
third-scale at flight Reynolds numbers. In an effort to ascertain the effect of rib and covering construction on airfoil
aerodynamics, the full-scale model was fabric covered and maintained the original dimensions of the Wright Model
B Flyer wing. Because the full-scale model could only be tested over a small angle-of-attack range, a solid surface,
third-scale pressure model was constructed. Lift and pitching moment polars from the tests are presented over a
range of angles of attack spanning zero lift to poststall. A drag polar is presented for an angle-of-attack range from
— 4 to 6 deg. Surface static pressure distributions are presented from the third-scale model. Flow visualizationstudy
results show separation on the bottom surface for angles of attack below 0 deg and on the top surface for angles of
attack above 6.5 degrees. The Wright wind-tunnel tests of 1901 are shown to have given excellent correlation for

lift values when compared to the present test.

Nomenclature
AR aspectratio of rectangular wing (span/chord)
C; = lift coefficient (AR finite), L /qS
C, = lift coefficient (AR infinite), L /gc
Cyi4 = pitching moment coefficient (AR infinite), M /qc?
C, = pressure coefficient, (P — Px)/qc
c = airfoil cord length
L = lift
P = local static pressure
Py = freestream static pressure
q; = wind-tunnel freestream dynamic pressure
G = dynamic pressure in airfoil wake
1/ = freestream dynamic pressure
Re, = chord Reynolds number, pVc/u
14 = velocity
X = chordal spatial coordinate
Xep = center of pressure, i —Chis/C
y = vertical spatial coordinate of wake survey
o = angle of attack
7 = viscosity
0 = density

Introduction

HE Wright Experience, Old Dominion University, Wichita
State University,and NASA Langley Research Center (LaRC)
sponsored two wind-tunnel tests on a Wright Model B airfoil geom-
etry. The Model B, the first production Wright aircraft, has the most
complete engineering specifications and documentation available
and was chosen as the first test article in a planned series of tests
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to evaluate the performance of early Wright aircraft. The Model B
reproductionis to be airworthy, and after wind tunnel evaluation of
the full-size aircraft, flight-simulator and flight-test evaluations are
planned to fully document the Model B’s handling qualities includ-
ing use of the unique flight controls. The overall test program, aimed
at eventually flying a true 1903 reproduction, will proceed by mov-
ing backin time from the 1910 Model B. The Wright Experiencehas
been chosen by the Experimental Aircraft Association to build the
National Park Service’s 1903 flightworthy, exact reproduction for
the centennial celebration of the Wright’s first flight at Kitty Hawk,
North Carolina.

This paper presents wind-tunnel test results from full-scale and
third-scale two-dimensional airfoil tests conducted at the National
Institute for Aviation Research (NIAR) and LaRC, respectively. It
is hoped that the data from this test will benefit not only the cur-
rent program but also provide a historically significant database for
Wright airfoils.

Historical Background

After Wilbur Wright’s inventionand subsequentdemonstrationof
wing-warpingroll control,in the summer of 1899, he and his brother
Orville decided they would attempt to build a manned glider. The
Wright brothers planned to exploit the existing airfoil literature of
that time,!? and by the early fall of 1900, they had built and flown
their first piloted glider. With the use of airfoil data of Lilienthal® as
their primary basis for design, they used flight-testresults from their
glider flights at Kitty Hawk, North Carolina, to design a larger im-
provedglider for their 1901 test campaign. In addition to identifying
serious lateral controlissues, the 1901 glider flight tests included lift
measurements, where it was found that they had underpredictedlift
by atleast20%. Wilburand Orville became convinced that there was
something wrong with the published literature. After returning to
Dayton, Ohio, in the fall of 1901, the Wright brothers embarked on
an ambitious wind-tunnel-based testing program that enabled them
ultimately to explain most of the inconsistenciesbetween their mea-
sured glider performance and their predictions utilizing published
literature. Their experimental investigations in late 1901 and early
1902 enabled them to develop an aircraft design approach?® that led
to their successful powered flights in December of 1903 and gave
them a technological advantage over their competition.

Anderson* has discussed how the Wright brothers untangled
their technical difficulties relating to predicting performance, rang-
ing from estimating dynamic pressure (using Smeaton’s constant)
to their utilization of Lilienthal’s’ tabulated airfoil data. Their
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wind-tunnel tests enabled them to estimate their airfoil performance
with sufficient accuracy to design and build a powered flying ma-
chine in 1903. Anderson* contends that there were three sources
of error or misunderstanding that contributed to the Wright’s early
design difficulties: 1) They overestimated the dynamic pressure by
40%. 2) They did not understand the influence of aspect ratio and
camber on aerodynamic coefficients. 3) They did not understand
how the location of airfoil center of pressure could be controlled.
Anderson noted also that the Wright brothers, like their contem-
poraries, did not understand the influence of Reynolds number on
airfoilmodel-testscale up. There can be little disagreementwith An-
derson; however, note that the Wright brothers adopted circular arc
and parabolic contours for their flying machine airfoils, of the type
tested and reported by Lilienthal,? rather than the unusual airfoil
cross sections sketched in some of their early correspondence.

Historians have speculated that the Wright brothers based many
of their aerodynamic designs on one of their wind-tunnel airfoils,
designated as number 12, when tested in December of 1901. That
airfoil was a parabolic section with a camber of = 55> and it had a
maximum camber location that was forward of the chord midsec-
tion. The machine digitized representation of the ribs used in the
Model B, on display at the Franklin Institute in Philadelphia, coin-
cide with their airfoil model number 12. The measured maximum
camber occurs at approximately 41% of the chord. A preliminary
examination of the 1903 Flyer ribs (before a digitized comparison)
indicatesthat the rib contoursare similar to the Model B ribs, except
that the Model B ribs were of constant depth (4,445 cm) over the
first two-thirds chord, behind the forward spar. The remaining one-
third chord of the Model B ribs were tapered to the trailing edge,
whereas the 1903 ribs were tapered continuously from the forward
spar to the trailing edge. The number 12 airfoil test of 1901 used
a wing of chord length 2.54 cm and an aspect ratio of 6 (Ref. 1).
Note that Wright brothers’ wind-tunnel airfoil models, were made
from a single surface of 20-gauge steel sheet (constant thickness);
therefore, their decision to vary the rib thickness was not based on
their model tests. This does add some ambiguity in comparing data
to the Wright’s airfoil tests.

Model B

The Model B flyer, first produced in 1910, is shown in Fig. 1.
This biplane had an overall length of 8.53 m and a gross weight of
567 kg. The wing spanned 11.89 m with a chord of 1.88 m and area
of 46.5 m? (Ref. 1). Propulsion was provided by a single 29.1 kw
engine that drove two counter-rotating pusher propellers through a
chain drive. Control was through dual levers that moved fore and
aft. One lever provided pitch control through a full flying stabilizer
and the other coupled roll and yaw control through wing warping
and a full flying rudder. In addition, a small secondary handle on
the lateral control stick allowed trimming the rudder in turns.

Although the airfoil geometry looks similar to the 1903 Wright
Flyer, they are quite different. The leading edge radii are identical,
but the 1903 airfoil thickness tapers continuously along the chord
line where the Model B is constant thickness, until the trailing spar,
where it then tapers to the trailing edge. The Model B wing design
is consistent with the 1903 design in that the load is carried by the
leading-edgespar and a trailing spar. The covering on the Model B is

Fig. 1 Wright Model B Flyer (1910).
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Fig. 2 Model B airfoil showing spar locations and angle-of-attack ref-
erence line.

attached to the bottom surface of the ribs via a pocket sewn into the
fabric; the top surface fabric was not attached to the ribs, but only to
the leading-edgespar and to a trailing-edge wire. The hardened steel
wire was encased in a pocketsewn into the trailing edge of the fabric
covering, which was pulled tight to give the scalloped appearancein
the wing plan view. The rib design consists of two cap strips and var-
10us spacing blocks as shown in the end view of Fig. 2. The camber
is 5= 20, and the camber line follows an approximate circular arc.

Test Philosophy

The unique wing covering arrangement suggested a need for full-
scale modeling of the airfoil to capture the aerodynamic effects of
the suspectedtop surface fabric deformation. In particular, the fabric
effect on minimum drag and cruise lift coefficient were of great
interest to planned aircraft performance simulations. Unfortunately,
the size of the chord prohibited full-scale testing of the airfoil in
traditional two-dimensional airfoil testing facilities. A search for
availablefacilities with adequate two-dimensional test section areas
toallowa full angle-of-attacksweep withoutexcess blockageproved
unsuccessful. Because the project budget fell short of constructing
a two-dimensional insert for existing large-scale facilities, it was
decided to proceed with this test in two phases. A full-scale model
was constructed for use in a 2.13 x 3.05 m test section restricted to
a limited angle-of-attack sweep. A second model was constructed
atone-thirdscale for use in a traditional two-dimensionalairfoil test
facility. In this manner, the effects of the fabric could be ascertained
for the typical operating range of the aircraft and compared to the
complete polar of the third-scale model.

The Walter H. Beech Memorial 7 x 10 Foot Low Speed Wind
Tunnel at Wichita State University (WSU 7 x 10) was used for full-
scale testing. A floor to ceiling model was constructed to span the
2.13 m height of this 2.13 x 3.05 m test section. Lift data were
obtained with the floor to ceiling force balance and drag data using
a wake rake. The LaRC Low Turbulence Pressure Tunnel (LTPT)
was chosen for the excellent flow quality and ability to pressurize
the test section to achieve flight Reynolds numbers with a relatively
inexpensivemodel structuralrequirement. Lift and pitching moment
datawere obtainedusing surface pressuresand drag data with a wake
rake. Surface flow visualizationwas conductedusing wool or thread
tufts in both facilities. Both airfoil models were designed to be tested
at the cruise flight Reynolds number of 2.6 x 10°.

Airfoil Models

Load Prediction

A literature search for existing data on any Wright airfoil was
conducted with controversialresults because the references did not
clearly identify which Wright airfoil geometry was tested. Uncer-
tainties associated with load prediction, and a lack of published
pressure distribution data (to place model pressure orifices better),
necessitated computational analysis using smoothed, measured co-
ordinates from a reproductionrib with Airfoil ™ .® The computa-
tional Model B geometry had to be modified for code convergence
due to the unusually blunt leading edge and thick trailing edge. The
original and modified geometry used with a successful Airfoil II run
are shown in Fig. 3. The lift polar from the Airfoil Il model using the
flight Reynolds number of 2.6 x 10° is included with the available
reference data in Fig. 4. The poststall portion of the curve is an ar-
tifact of this coupled boundary-layer-inviscid flow method, which
was never intended to model the large-scale separation that occurs
on the Wright airfoils. The curves labeled Wright 12 and 18 are
taken from the Wright brother’s original notes published in Ref. 1.
The data comes from the Wright’s 1901 wind-tunnel tests on small
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MEASURED GEOMETRY

AIRFOIL il MODEL

Fig. 3 Comparison of measured rib geometry to Airfoil II model at
the airfoil leading edge.
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wings at a fixed Reynolds’s number of 5.8 x 10*. The data noted as
Eiffel 10 in Fig. 4 were taken at the Eiffel Laboratory from a wing
model of aspectratio 6 at a Reynolds numberof 1.03 x 10° in 1913
and published by NACA in 1921, labeled as a Wright profile.”*
The curve labeled Loukianoff is data originally published in 1912
for a model of 0.5-m chord with an aspect ratio of approximately
0.6, tested at a Reynolds number of approximately6 x 10° (Ref. 9).
From the reference data, a lift coefficient of approximately 1.4 was
chosen as a safe maximum to use for model structural design con-
siderations. A sample pressure distribution from the computational
model is shown in Fig. 5 and reveals characteristic leading-edge
peaks on the top and bottom surface and the relatively constant
pressure regions from x /¢ =0.20 to the trailing edge. These pres-
suredistributionssuggestedthe possibilityof alaminarleading-edge
separation bubble !

Full Scale

The balance system of the NIAR 7 x 10 relies on a rigid-model
design to ensure accurate in situ calibration. To this end, a steel spar
structure with aluminum ribs was designed for minimum model
deflection. Model B rib reproduction tooling was created by The
Wright Experience to manufacture the wing. Coordinates for the
rib jigs were obtained by measuring ribs from a surviving Wright
Model B wing panel and an isolated rib from a second source. A
newly manufactured reproduction rib was then measured using a
coordinate measuring machine and the data set used to produce tool
paths for computer numerical controlled milling of the ribs. The
reinforced design maintained the geometry of the original covered
wing, with the exception of rib spacing at the ends. The covering
material was identical with the material used on the 1910 aircraft,
a rubberized cotton, and it was attached to the ribs in the same

Fig. 5 Sample of Airfoil II predicted pressure distributions.
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Fig. 6 Full-scale Model B airfoil model design.

manner as the original.!! The wooden leading edge was reproduced
to allow nailing of the top surface covering material. Fabric rib
pockets were used on the lower surface, and a trailing-edge wire
secured the trailing-edge fabric as in the original. The model is
shown in Fig. 6.

Third Scale

The third-scale model was of composite design utilizing a steel
main and auxiliary spar system, aluminum end ribs, a structural
foam core, and a fiberglass and epoxy resin covering. Mounting
tangs were attached to the end ribs for use in the LTPT. The alu-
minum ribs were computer numerical machined using the scaled
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geometry from the full-scale model. The foam was rough cut and
glued to the rib assembly using a mix of epoxy and fairing filler,
which was then carefully shaped to profile using a large sanding bar
with the end ribs as guides. Pressure tubing channels for 31 surface
orifices were routed into the foam core, glued, and filled, before the
fiberglass skin was applied with a vacuum bagging technique. Pres-
sure orifices were then drilled into the surface of the model, through
to the underlying tubing.

Experimental Details

Angle of attack is referenced to a line of tangency on the airfoil
bottom surface, found by positioning the model on a flat surface as
shown in Fig. 2.

Full Scale

The WSU 7 x 10 is a closed return, atmospheric pressure, closed
throat, 2.13 x 3.05 m rectangular test section low-speed wind tun-
nel. The large-scale two-dimensional airfoil balance system relies
on strain gauge load cell force measurements in both the floor and
ceiling, spanning the 7-ft height. This system is capable of mea-
suring lift, drag, and pitching moment. Test section calibrations for
the dynamic pressure show a turbulence factor of approximately 1.4,
buoyancy of —0.0180C,/m, and flow angularity of less than 0.1 deg
over the entire test section area.!? In this experiment, the dynamic
pressure was chosen based on the full-scale Reynolds number of
2.6 x 10° and averaged approximately 316 Pa. The relatively low
forces at these conditionsrequired the measurementof drag by wake
survey,accomplishedusing a fixed rake of total pressure probes with
tube spacing of 318 cm. The rake was constrained to operate at a
distance of 44.5 in. downstream of the trailing edge. Pressures were
measured using a PSI 8400 electronic pressure scanner with a range
of 17.2 kPa differential (psid) calibrated using a 6.89 kPa range
precision unit. Lift forces were sampled from the load cells using a
Hewlett-Packard Company 3852 data acquisition system. Tufts on
both surfaces were filmed during the test with video recorders for
posttest analysis. A pretest evaluation of the boundary corrections
incurred over an angle-of-attack sweep from —4 to 4 deg, using the
predicted forces and the method of Ref. 13, showed that it was pos-
sible to measure the lift and drag coefficients with less than a 15%
correction at the limits.

Third Scale

The LTPT is a pressurized, closed throat, 9144 x 2.286 m rect-
angular test section wind tunnel purposely designed for two-
dimensional airfoil testing. A test section pressure of 4 atm was se-
lected to achieve a Reynoldsnumber of 2.6 x 10° while maintaining
relatively small loads on the model. At this operating pressure, the
approximate Mach number and dynamic pressure were 0.048 and
656 Pa, respectively.Lift and pitching moment were evaluated by in-
tegrating surface pressures. The measurement of drag was again by
wake survey, accomplished using a traversing rake of total pressure
probes providingareadingevery 2.54 mm. The rake was constrained
to operate at a distance of approximately 21 in. downstream of the
trailing edge. Pressures were measured using a PSI 8400 electronic
pressurescanner with arange of 6.89 kPa calibratedusing a 6.89 kPa
range precision unit. More details concerning this historic facility
may be found in Ref. 14.

Results

Boundary corrections were applied to the force data of the full-
scale test using the method described in Ref. 13. Wake blockage,
solid blockage, streamline curvature, and buoyancy were taken into
account. Raw data from three angle-of-attack sweeps (runs) were
combined and a least-squares fit applied. The fitted raw data were
then corrected and are shown in the plots of Figs. 8-10 at the cor-
rected angles of attack. The limit to the angle-of-attack range was
governed by the ability to obtain wake drag data. The wake size
with respect to the rake limited the range (uncorrected angle of at-
tack) to —0.5 < & < 3.5 deg, which fell within the aforementioned
limit of less than 15% correction to any value (C;, Cy4, C,,, and ).

Table1 Summary of test results

o, deg @] Cy Chn ch/c
-4 0.043 0.076  —0.077 2.041
-2 0.325 0.026 —0.134 0.662
0 0.591 0.015 —0.145 0495
2 0.830 0.011 —0.142 0421
4 1.030 0.013 —0.143 0.389
6 1.180 0.037 —0.128 0.358
8 1.269 —— —0.114 0.340
9.5 1287 —— —0.126 0.348
10 1280 —— —0.153 0.370
12 1.215 —— —-0.200 0415
14 1.049 —— —-0.207 0447
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Fig. 7 Sample wake data (full scale).

Wake surveys from the full-scale test are shown in Fig. 7 plotted
as wake position vs the ratio of dynamic pressure in the wake, g,
to the freestream tunnel dynamic pressure g,. The « = —1 deg case
illustrates a wake beyond the limits of the rake. The full-scale pitch-
ing moment data were found to be in error following the test, and
the primary error source could be attributed to deflections in the
mounting hardware.

The third-scale wake measurements were of similar shape for
the corresponding angles of attack. The third-scale test results, the
compilation of six runs, are presented raw and uncorrected. Cor-
rections were omitted for two reasons: 1) Drag measurements were
repeatable to a maximum of o = 6 deg; however, drag values were
required for the correctionalgorithmover the full pitchrange.2) The
boundary corrections at the lower angles of attack were negligible.

Forces and Moments

The polars of Figs. 8-10 summarize the lift, drag, and pitching
moment data, which are tabulated with center of pressure calcula-
tions in Table 1. Correlation between the two models appears to
be reasonable in all cases. Note that there are fewer points shown
for the third-scale drag results vs the lift and pitching moment. A
portion of the drag data was eliminated due to equipment problems
with the rake wake instrumentation. From the third-scale data, the
maximum lift coefficient was found to be approximately 1.3 at an
angle of attack of 9.5 deg. A minimum drag coefficient of about
0.010 was measured using the full-scale model, whereas the third-
scale model showed a slightly higher value. These values must then
be weighed with the uncertainty level of the test as presented in a
later section. The zero-lift angle of attack occurs at approximately
o = —4.0deg; the minimumdrag ato = 1.6 deg. The lift curve slope
measured using the full-scale model is measurably steeper than the
third-scale model and is believed to represent the influence of the
fabric deflection in comparison with the solid surface model.
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Fig. 13 Pressure distributions for o = 8 and 12 deg.

Pressure

Pressure data are presented in coefficient form for the 31 surface
orifices. Note that the aftmost orifice was located in the relatively
thick trailing edge. Figures 11-13 show representative pressure dis-
tributions from a single run as the model was pitched from zero lift
through stall. No lift hysteresis was noted on returning the model to
a zero-lift condition.

Flow Visualization

Woolen tufts were glued to the top and bottom surfaces of the
full-scale model and were filmed through the tunnel ceiling and
sidewall windows. Optical access to the third-scale model was lim-
ited to the airfoil top surface where linen thread tufts were attached
and filmed. Table 2 summarizes the results from the surface flow
visualization studies. The term reversal refers to tufts flowing in a
direction opposite to the freestream flow direction that occurs, for
example, in a recirculation bubble. Fluttering indicates motion of
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Table 2 Flow visualization results

o Result

Bottom surface

—4 Reversal at LE to x/c =0.3-0.4
-3 Reversal at LE to x/c =0.3-0.4
-2 Reversal at LE to x/c =0.2-0.25
-1 Reversal at LE to x/c =0.05-0.1
0 Reversal at LE to x/c =0.05
1-14 All tufts attached

Top surface
1 Reversal at LE, fluttering TE
6.5 All tufts fluttering gently
8 Pronounced fluttering entire

upper surface

10 First tuft reversal at TE
14 Entire surface shows reversal

Table3 Uncertainty in force and moment measurements

Coefficient o, deg Bias Precision Mean Uncertainty
Full scale

Drag 2 0.0004 0.0003 0.0100 0.0005

Lift 2 0.0066 0.0141 0.8660 0.0156

Third scale

Pitching moment 0 0.0051 0.0016 —0.1445 0.0053
2 0.0051 0.0005 —0.1424 0.0052
7 0.0052  0.0007 —0.1180 0.0052
Lift 0 0.0090 0.0141 0.6069 0.0167
2 0.0092 0.0021 0.8220 0.0094
7 0.0099 0.0066 1.2300 0.0119

the tufts and, when pronounced, indicates large-scale separation is
present.

Experimental Uncertainty

An estimate of the experimental uncertainty for the force and
moment coefficients was calculated using the Ref. 15 standard for
wind-tunnel data uncertainty and is summarized in Table 3. Preci-
sion was evaluatedby repeated measurementsand was calculatedfor
a 95% confidence level. Bias was evaluated using existing facility
instrument calibration data.

Discussion

An estimate for the angle of attack (excluding power effects)
required for level flight (cruise) at 64.4 kph at sea level is 3 deg,
based on a vortex lattice program prediction. From the wind-tunnel
testresults presented here, the range of angle of attack over which the
airfoil operatesrelatively efficientlyis limited to 0-5 deg, bracketing
the 3-deg cruise prediction. This assertionis based first on the flow
visualization studies, which show measurable separation on either
surface outside these limits, as well as noting the lift-to-drag ratio,
which, for instance, is above 70 for an angle of attack greater than
2 deg and less than 4 deg. Beyond this, the pitching moment polar
of Fig. 10 shows that the aerodynamic center will start to move
from the near quarter-chord position, whereas the drag polar shows
a marked rise in drag outside these pitch limits. To understand what
flow phenomena define the limits of performance, it is necessary to
correlate the force, pressure, and flow visualization study results.

As for the lower limit, the wake data of Fig. 7 reveals the lower
surface separation witnessed in the flow visualization studies at low
angles of attack. A recirculationbubble forms just aft of the leading
edge and grows in size as the angle of attack is decreased from
positivevalues. The influence of this bubble may be seen in the wake
spreadingof Fig. 7. The signature of this lower surface recirculation
region may also be seen in the pressure distribution of Fig. 11. At
o =0deg, the bubbleinfluence is seen as a low-pressureregion near
the leading edge. As the angle of attack approachesa = —4 deg, this
low-pressureregion extends over most of the bottom surface and (as
seen in Fig. 10) results in an increasingly nose-up moment relative
to the cruise condition value.'®!?

The upper limit in angle of attack is governed by top surface sep-
aration. The extremely adverse pressure gradient resulting from the
rather blunt leading-edge geometry suggests a high probability of a
laminar separation bubble followed by turbulent reattachment.!%!8
The tuft study supported this supposition in that reversed flow was
shown just aft of the leading edge for small positive angles of at-
tack. Unfortunately, optical access at LTPT did not allow viewing
of the leading edge beyond approximately « =4 deg. The pressure
distributions of Figs. 11-13 appear to show the growing size of
the leading-edge (LE) separation bubble. For instance, consider the
attenuated suction peak of « =6 deg vs 4 deg and then the sub-
sequent development of a constant pressure region over the first
10-15% of the top surface shown in the 8-deg case. The tuft study
showed large-scale separation with flow reversal at the trailing edge
(TE) for @ = 10 deg. This is supported by the pressure distribution
at @ =12 deg showing the constant pressure region characteristic
of a fully separated flow. As the angle of attack approaches stall,
the pitching moment is increasingly nose-up until approximately
o =8 deg, where it reaches a local maximum and then becomes
increasingly nose-down.

The effect of fabric deformation on airfoil performance within
the normal operating range does not appear to be dramatic.! Lift
and drag values obtained from the two different models correlate
well and when considering the experimental uncertainty may be in-
distinguishable. One interesting observation was made when com-
paring the measured lift curve slope of the two tests. Clearly, the
full-scale data indicate a higher value (of dC;/da) over the mea-
sured range. Observations during full-scale tests revealed a slight
billowing of the upper surface fabric particularly over the positive
angle-of-attackrange. One possible explanationis that, as the load-
ing increases over the top surface of the airfoil, the unsecured fabric
assumes a slightly thicker and more highly cambered shape, grad-
ually shifting the lift polar. By analogy, consider an airfoil with
a plain flap and the hypothetical data of Fig. 14. The solid dark
line represents the lift curve for the plain airfoil with zero flap de-
flection; the dashed lines represent the lift curves for increasing
values of flap deflection (increased camber).!®17-2 If the flap were
deflected incrementally as the angle of attack was increased, the
effect would be to shift the lift curve slope to the thin solid line. A
similar process may occur on the Model B airfoil as the fabric de-
flects underload to a greater camber with each incrementin angle of
attack.

Comparisons with the original Wright wind tunnel measurements
of 1901 were made using the measured lift and drag data of the cur-
rent test. A numerical lifting line model was developedusing a rect-
angular wing of aspect ratio 6. The angle of attack was increased
until the first section reached the measured maximum section lift
coefficient of 1.3, which produced a maximum lift coefficient for
the wing of approximately 1.11 (Refs. 17 and 21). The lift slope was
calculated using the Helmbold equation of Ref. 17. These two limits
are shown with the original 1901 Wright lift data in Fig. 15. Lift-to-
dragratios were calculatedusing the recentdata corrected for aspect
ratioand revealeda value of approximately 14.8 at an angle of attack
of 5 deg, compared to the Wright’s reported value of 8.45 for the
number 18 airfoil and 9.26 for the number 12. The Wright’s origi-
nal wind tunnel and balance provided representativelift predictions
despite that tests were conducted at very low Reynolds numbers
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Fig. 15 Comparisons to Wright 1901 wind-tunnel models.

(5.8 x 10* vs 2.6 x 10° of the current test) with crude models by
today’s standards.

Conclusions

Wind tunnel tests on the Wright Model B Flyer airfoil have been
conducted to document aerodynamic behavior. The section was
found to be relatively efficient over an angle-of-attack range from
approximately O to 5 deg. A maximum lift coefficient of 1.30 was
measured at an angle of attack of 9.5 deg. The minimum drag co-
efficient of 0.010 was found at an angle of attack of approximately
1.6 deg. Pitching moment about the quarter chord was relatively
constant over the angle-of-attack range of 0-5 deg, but developed
nonlinear behavior outside these limits. Comparisons to the Wright
tests of 1901 show very good correlation with predictedlift and fair
correlation with drag measurements.
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