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3,051,414
AIRCRAFT WITH JET FLUID CONTROL RING
John Carver Meadows Frost, Geergetown, Ontario, Can-
ada, assignor, by mesne assignments, to A. V. Roe
Canada Limited, Toronto, Ontario, Canada, a corpora-

tion
Filed May 8, 1961, Ser. No. 108,365
17 Claims. (ClL 244--12)

This invention relates to aircraft and more particularly
to an aircraft having a body structure and a propulsive
nozzle which is preferably downwardly directed and has
a mouth arranged to discharge at a multiplicity of posi-
tions distributed around a periphery on the underside of
the structure; the aircraft derives propulsive thrust from
the ejection of propulsive gas at high velocity through the
propulsive nozzle.

The co-pending application Serial No. 832,404 dated
August 6, 1959, of John Carver Meadows Frost and
Claude John Williams discloses a circular aircraft having
a lentiform inboard body structure sheathed by opposed
aerofoil surfaces, which provide lift developing surfaces
for the aircraft, and an outboard body structure secured
to the inboard body structure. That aircraft has a gas
displacement passage in the structure which includes and
terminates in an outlet nozzle arranged to discharge at a
multiplicity of positions distributed around the periphery
of the structure, and the outboard body structure is ar-
ranged in juxtaposed spaced relation to the outlet nozzle
to provide therewith upper and lower peripheral nozzles.
Means is provided for impelling gas to flow through the
gas displacement passage and through the outlet nozzle
and the peripheral nozzles. Primary gas deflecting means
is provided associated with the outlet nozzle to appor-
tion the flow of gas between the peripheral nozzles, and
secondary gas deflecting means is provided on the out-
board body structure to vary the direction in which the
propulsive gas leaves the peripheral nozzles.

The aircraft disclosed in said co-pending application
has an impelling rotor to impel the gas along the gas dis-
placement passage and the rotor is mounted for universal
movement and biased to a neutral position within the in-
board body structure. The rotor is operatively connected
to the primary gas deflecting means whereby, when the
rotor tilts from its neutral position, the gas deflecting
means is operated to stabilize the aircraft.

A control system for the aircraft described in applica-
tion Serial No. 832,404 is claimed in application Serial
No. 832,406 filed on August 6, 1959, by John Carver
Meadows Frost and Claude John Williams.

The present invention may be considered to be a devel-
opment of the aircraft described in the above mentioned
applications. The specifically described embodiment of
the present invention differs from the aircraft described
in said applications mainly in the arrangement of its pro-
pulsive nozzle and its gas control means. The aircraft of
the present invention may use means identical to those
disclosed in the previous applications to impel gas along
a gas displacement passage which is arranged to termi-
nate in a novel propulsive nozzle arrangement which is
substituted for the outlet nozzle and the peripheral nozzles
of the aircraft described in said applications. The air-
craft of the present invention has gas directing means
which is suspended adjacent to a boundary of the mouth
of a propulsive nozzle, and the gas directing means has
a gas control surface which is shaped to direct gas expelled
from the mouth around a convex surface and preferably
inboardly. The gas control surface forms a movable ex-
tension of the said boundary of the mouth of the nozzle
and actuating means is provided to move the gas directing

means on its suspension means thus to vary the position.

of the gas control surface relative to said mouth and to
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variably control the direction of flow of propulsive gas
expelled from the mouth.

In a preferred form of the aircraft according to the pres-
ent invention, the engine means for impelling gas along
the gas displacement passage includes an impelling rotor
which is universally mounted in the structure and is biased
to a neutral position relative to the structure. The rotor
is operatively connected to the gas directing means where-
by tilting of the rotor from its neutral position operates
the gas directing means to stabilize the aircraft. As in the
aircraft described in the above mentioned applications,
pilot-control means are provided to apply a tilting force
to the rotor whereby the gas directing means may be
moved in a desired direction.

The invention will now be described by way of ex-
ample with reference to the accompanying drawings, in
which like reference characters indicate similar parts
throughout the several views, and in which:

FIGURE 1 is a plan of an aircraft embodying the in-
vention and showing the location of the engines and the
gas directing means in phantom lines;

FIGURE 2 is a side elevation of the aircraft of FIG-
URE 1 partly broken away to show the gas directing
means and the actuating means therefor;

FIGURE 3 is a diagrammatic perspective view of the
control system of the aircraft;

FIGURE 4 is a section on the line 4—4 of FIGURE 5
showing the inboard part of the control system shown in
FIGURE 3;

FIGURE 5 is a horizontal section on the line 5—5 of
FIGURE 4;

FIGURE 6 is a section of the outboard portions of the
aircraft showing in detail the gas directing means and
its method of suspension;

FIGURE 7 is a detail perspective view, partly broken
away, of a modified form of control system for the gas
directing means;

FIGURE 8 is a diagram showing the operation of the
gas directing means of FIGURE 7 in response to tilt of
the rotor from its neutral position;

FIGURE 9 is a diagram indicating the phase angle
relationship between displacement of the rotor and op-
eration of the gas directing means;

FIGURE 10 shows, in diagrammatic form, the gas
flow from the aircraft when the latter is hovering suffi-
ciently high above the ground to be clear of the “ground-
cushion” effect;

FIGURE 11 shows, in diagrammatic form, the gas
flow from the aircraft when the latter is travelling in for-
ward flight;

FIGURE 12 is a set of graphs showing the response of
the aircraft of FIGURES 1 to 6 to a control input ap-
plied by the pilot; and

FIGURE 13 is a similar set of graphs showing the re-
sponse of the aircraft to an upgust.

Referring now to FIGURES 1 and 2, the aircraft com-
prises a lentiform body structure which is sheathed by
upper and lower aerofoil skins which provide lift surfaces
for the aircraft. The skin providing the upper aerofoil
surface is indicated at 20 and the skin providing the lower
aerofoil surface is indicated at 21. The upper skin 20 is
divided into various panels to facilitate access to the inside
of the body structure. The aircraft has two cockpits 22
and 224, for a pilot and observer respectively, and a pivot
head located at the forward end of a boom 23. The air-
craft includes an impelling rotor 24 mounted substantially

- centrally within the aircraft for universal movement on

70

a base indicated generally at 25. The rotor 24 has turbine
blades at its periphery and is rotated by means of gas
turbine engines 26 which discharge propulsive gas through
“tusk” manifolds 27 into.a ring manifold 28. The propul-
sive gas from the gas turbine engines passes through ex-
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haust boxes 29 into a gas displacement passage 30 de-
fined between upper and lower walls 31, 32 respectively
in the body structure, the lower wall 32 being formed
by the upper surface of the lower aerofoil skin 21. The
impelling rotor 24 draws air through a grating 33 and
delivers the air into the gas displacement passage 30.
The body structure of the aircraft is made up of radially
disposed ribs so that the gas displacement passage com-
prises a number of segment-shaped elements. Three of
these elements stop short of the periphery of the struc-
ture and provide air inlets for the engines, one of said air
inlets being indicated at 34 in FIGURE 2.

For a more detailed description of the skeletal struc-
ture of the aircraft, the impelling rotor, the gas displace-
ment passage and the arrangement of the gas turbine en-
gines, reference should be made to the structure described
in the aforementioned applications Nos. 832,404 and 832,-
406, since in each respect the structure of the present
aircraft is similar thereto,

Throughout the description and in the claims, certain
terms of positional relationship are used for convenience.
The terms “outboard” (or “outbeardly”) and “inboard”
(or “inboardly”) denote, respectively, greater and lesser
distances from the spin axis of the rotor or the approxi-
mate center of the propulsive nozzle when the latter is
viewed in plan. The terms “vertical,” “upwardly” and
“downwardly” denote directions approximately substan-
tially normal to the medial, or chord, plane between the
upper and lower aerofoil surfaces.

The gas displacement passage 3¢ terminates in a down-
wardly directed propulsive nozzle having an annular
mouth 35 in the underside of the structure. The lower
wall 32 forms the inboard boundary of the mouth as in-
dicated at 36 and merges with the lower aerofoil skin 21
in a smooth, outboardly convex surface. The upper wall
31 forms the outboard boundary of the mouth 35 as in-
dicated at 37. A central stabilizing nozzle 35z (see FIG-
URE 2) is formed in the lower skin 21 inboardly of the
main propulsive nozzle mouth 35.

Gas directing means in the form of a gas control ring
38 is suspended adjacent to, and beneath, the outer
boundary 37 of the nozzle; the arrangement is best shown
in FIGURES 2, 3 and 6. The ring 38 extends around
the entire periphery of the annular propulsive nozzle and
is supported by six links 39 spaced circumferentially
around the body structure. The links 39 are universally
mounted at their upper ends 40 to the body structure and
are secured at their lower ends 41 with limited universal
movement between spaced pairs of plates 42 secured to
the ring. The links pass through apertures 43 in the
upper wall 31 and suspend the ring 38 for movement rela-
tive to the mouth 35 of the nozzle.

The ring 38 is formed of two parts, an outer part 44
and an inner part 45 shaped so as to enclose, with the
part 44, a triangular space as shown in FIGURE 6. This
box-section construction gives rigidity to the ring and
the triangular space may be filled with a foamed plastic
material to reinforce the ring. The inboard surface of
the part 45 provides as gas control surface which may be
considered to be in two parts; an upper part 46 which is
directed slightly inboardly and a lower part 47 which is
directed more steeply inboardly. The parts 46, 47 to-
gether constitute a gas control surface which directs pro-
pulsive gas leaving the mouth 35 generally inboardly to-
wards. the center of the aircraft.

The gas control surface constituted by the parts 46, 47
itself comstitutes a movable extension of the outboard
boundary 37 of the mouth 35 of the propulsive nozzle
and, as the ring 38 moves on its suspension links 39,
the position of the gas control surface relative to the
mouth will vary and will thereby control the direction of
flow of the propulsive gas expelled from the mouth 35
of the nozzle.

The movement of the gas control ring 38 is controlled
from #he impelling rotor 24 as will now be described and
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is connected to the impelling rotor by a plurality of spaced
outboardly extending links. The outboard part of each
link is in the form of a rod 48 universally secured at 49
to the pairs of plates 42 on the ring 38; the rods 48 are
in turn pivotally connected at 50 to wire-rope cables 51.

Referring now to FIGURE 3, the impelling rotor 24
is rotatably mounted by means of thrust bearings 52 upon
an outer sleeve 53, the upper end of which is closed by
a diaphragm 54. The outer sleeve 53 is mounted by
means of part-spherical bearings 55 on an inner sleeve
56 which in turn is secured to the base 25; the inner
sleeve 56 is closed at the top by a diaphragm 57. An
actuating shaft 58 passes through the diaphragm 57 and
is secured at its upper end in an aperture in the diaphragm
54. The diaphragm. 57 provides a fulcrum for the actuat-
ing shaft 58 whereby, as the rotor 24 tilts about the
bearings 55, the actuating shaft 58 tilts about the dia-
phragm 57. A more detailed description of the mounting
of the rotor on the inner and outer sleeves will be found
in the aforesaid applications.

Referring now to FIGURES 3, 4 and 5, the base 25
has secured thereto three fluid-operated jacks 59, 60 and
61. The jacks are disposed radially of the base 25 and,
when viewed in plan, are spaced at 120° intervals. Each
jack includes a corrugated bellows, such as that shown
at 62 in FIGURE 4 for the jack 59, to which is secured
one end of an actuating rod 64, the other end of the
rod 64 being secured to the actuating shaft 58. The
actuating shaft 58 is provided with spaced flanges 63 to
which actuating rods 64, 65 and 66 are pivotally con-
nected, the actuating rods being connected to the bellows
of the jacks 59, 60 and 61 respectively. The jacks 59,
60 and 61 are operatively connected to a pilot’s control
column indicated generally at 67 in FIGURE 3 by means
of conduits 68, 62 and 79 respectively. The control col-
umn is constructed in accordance with the teaching in the
aforementioned applications. Operation of the control
column by the pilot will vary the fluid pressures in the
conduits 68, 69 and 70 to cause the bellows of thg jacks
59, 6¢ and 61 to move the actuating rods 64, 65, 66
thus applying a force to the actuating shaft 58. The
force applied to the actuating shaft will tend to rock the
shaft about the fulcrum provided by the diaphragm 57
and will result in the application of a tilting force to the
rotor 24, As in the aforementioned applications, the ar-
rangement is such that if the pilot moves the control
column in a first direction, the tilting force applied to the
rotor will be in a second direction advanced 90° from
the first direction in the direction of rotation of the rotor.

Referring now to FIGURE 4, the lower end of the
actuating shaft 58 is secured to a torsion bar 71 the
upper end of which is threaded at 72 into a bore pro-
vided in the lower end of the actuating shaft. The lower
end of the torsion bar is secured at 73 to a base member
25’ which is attached to the bottom of the base 25. The
torsion bar 71 constitutes biasing means which tends to
keep the rotor in a neutral position with its spin axis
parallel to the axis of the inner sleeve 56.

There will now be described the means for transmitting
the effect of tilting movements of the rotor to the gas
contro] ring. Referring in particular tc FIGURES 4
and 5, the lower end of the actuating shaft 58 is provided
with a sleeve 74 which surrounds the torsion bar 71.
Secured- to the outer surface of the sleeve are six abut-
ments or tappets 75, each tappet having a flat disc-like
head 76 and a threaded shank 77 whereby the distance
that the head is spaced from the center of the actuating
shaft may be adjusted. As will be seen from FIGURE 3,
the six tappets are spaced equiangularly around the pe-
riphery of the lower end of the actuating shaft. Formed
in the bottom of the base 25 is a ring manifold 78 which .
is provided with high-pressure air bled from the com-
pressors of the engines 26. Mounted in the inboard wall
of the ring manifold 78 are six pressure-sensing nozzles
79, 80, 81, 82, 83 and 84, each nozzle projecting into the
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annular space between the ring manifold and the sleeve 74
which constitutes the base of the actuating shaft 58. Each
nozzle comprises an inner nozzle element and an outer
nozzle element, for example, as shown in FIGURE 4,
the nozzle 84 has an inner nozzle element 85 and an outer
nozzle element 86 which discharges adjacent to the disc-
like head 76 of one of the tappets 75. The inner nozzle
element 85 is mounted in a chamber within the outer
nozzle element 86 and the chamber of each outer nozzle
element is connected by a conduit to a fluid-operated
actuator as will hereinafter be described.

The operation of each pressure-sensing nozzle is as
follows: high pressure air passes through the inner nozzle
element 85 from the ring manifold 78 into the chamber
in the outer nozzle element and out of the outer nozzle
element 86 to impinge against the head 76 of a tappet
75 so that a pressure is maintained in the chamber. If
now the head 76 approaches the outer nozzle element 86,
the pressure in the chamber will increase whereas, if the
head 76 moves away from the outer nozzle element 86,
the pressure in the chamber will decrecase. It follows
that the spacing between the tappet and the nozzle will
control the pressure, or back pressure, in the chamber.

Referring now to FIGURE 3, the nozzle 79 is con-
nected by a conduit 87 to a fluid operated actuator 88;
the nozzle 80 is connected by a conduit 89 to a fluid-
operated actuator 90; the nozzle 81 is connected by a
conduit 91 to a fluid-operated actuator 92; the nozzle 82
is connected by a conduit 93 to a fluid-operated actuator
94; the nozzle 83 is connected by a conduit 95 to a fluid-
operated actuator 96; and the nozzle 84 is connected by
a conduit 97 to a fluid-operated actuator 98. The actua-
tors 88, 98, 92, 94, 96 and 98 are secured to the body
structure upon brackets 99 and each of the actuators is
connected to one of the wire rope cables 51 which are con-
nected at their other ends to the rods 48 and thus to the
gas control ring 38.

Each of said actuators is connected to a wire rope cable
51 through a composite lever as will be described with
reference to FIGURES 4 and 5 for the actuator 99, the
arrangement for each of the other actuators being similar.
The actuator 99 has an actuating rod 169 which is con-
nected to a lever indicated generally at 1¢1. The lever
is substantially of U-shaped cross-section and comprises
a web 1062 and upper and lower flanges 103 and 104 re-
spectively. The lever is pivotally mounted on a pin 185
which extends between upper and lower brackets 106,
107 secured to the body structure. The actuating rod
160 is formed with an eye at its free end to pivotally em-
brace a pivot pin 188 extending between the flanges 103,
104 of the lever. A further pin 189 having reduced ends
is mounted between the flanges 103, 104 and has secured
thereto one end of a tension spring 11¢; the other end
of the spring 118 is secured by a stud 111 to the base 25.
Another pin 112 extends between the upper and lower
flanges 163, 104 of the lever, the pin 112 having reduced
ends which pass through apertures in the flanges 193,
104. Embracing the pin 112 is a sleeve 113 having a
cylindrical extension 114 to which the inner end of a
wire rope cable 51 is secured.

Considering the lever 161 as a whole, it is pivoted
about the pin 165 and may be rocked about the pin by
means of the actuator 98 through the actuating rod 180.
As the lever is rocked about pin 165 it will either draw
the cable 51 to which it is attached inboardly or will
allow it to. move outboardly; the spring 110 acts on the
lever 101 to tend to draw the cable 51 inboardly.

Referring now to FIGURE 3, the aircraft is controlled
in yaw by sets of rudder blades 115 mounted in the gas
displacement passage 3¢ and which are coatrolled through
fluid conduits 116 from the base of the control column
67 in a manner identical to that described in aforesaid
applications.

In FIGURE 7 there is shown a modification of a con-
trol system previously described. In the modified system
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6
the links which are secured to the gas control ring are
mechanically connected, through pivoted levers, to the
actuating shaft of the rotor.

Referring now to FIGURE 7, the gas control ring is
indicated at 38a and is suspended from the structure by
links 394 in the same manner as in the previous embodi-
ment. The actuating shaft of the rotor is indicated at
58a and is moved by fluid-operated jacks, two of which
are shown at 59q and. 61q, in the same manner as in the
previous embodiment. The base of the actuating shaft
is provided with a flange 116 to which are attached the
inner ends of three tension springs 117, the outer ends
of the tension springs being secured to the base 23a
which supports the rotor. The springs 117 constitute
biasing means which tend to retain the actuating shaft
58a in a neutral position with its axis parallel to the axis
of the fixed inner sleeve on which the rotor is universaily
mounted. The links between the actuating shaft and the
gas control ring are similar to those previously described
and the wire rope portions thereof are indicated at 51a.
Each wire rope portion 5ia is secured to a sleeve 118
which is pivotally mounted on a pin 119 received be-
tween upper and lower arms 129 and 121 of a composite
lever, and each lever is pivoted about a pin 122 mounted
on the body structure. The actuating shaft 584 is pro-
vided with spaced flanges 123 between which are pivotally
received the inboard ends of links i24. The outboard
end of each link 124 is connected to a sleeve 125 which
in turn is mounted on a pin 126 received between the
upper and lower arms 128 and 121 of one of the com-
posite levers.

The operation of the aircraft described with reference
to FIGURES 1 to 6 will now be outlined. When the
gas turbine engines 26 are in operation they discharge

" propulsive gas into the “tusk” manifolds 27, the gas then

flows into the ring manifold 28, drives the tip turbine
of the rotor 24 and passes through the exhaust boxes 29
into the gas displacement passage 30. As the rotor 24
rotates it draws air in through the grating 33 and impels
the air to flow outboardly along the gas displacement
passage 30. The air mixes with the propulsive gas dis-
charged from the exhaust boxes 29 and the mixture of
gas and air is impelled outboardly along the gas displace-
ment passage and is expelled from the mouth 35 of the
downwardly-directed propulsive nozzle.

The gas ejected from the mouth 35 serves to control
the aircraft and at least partly to sustain it. The air-
craft, which is capable of hovering and of flight in any
direction, is controlled by moving the gas control ring
38 relative to the outboard boundary 37 of the mouth
35. By suitable adjustment of the position of the ring
38, the aircraft may be made to hover, move forwardly
or backwardly, climb, dive, or turn.

The shape of the airoraft makes it basically unstable
aercdynamically and it is thus necessary to provide an
automatic control system which will automatically op-
erate the gas control ring 38 to stabilize the aircraft.
It is equally necessary that a pilot-operated control sys-
tem be provided to move the gas control ring to cause
the aircraft to execute manoeuvres desired by the pilot,
The gas control ring 38 is caused to move in response
to movements of the actuating shaft §8 which may either
be moved by the pilot or may be moved relative to
the aircraft when the latter acquires a rate about an
axis mormal to the spin axis of the rotor. When the
actnating shaft is moved by the pilot, the aircraft is
caused to carry out a desired manoeuvre and, when the
actu?ting shaft is moved by virtue of the aircraft ac-
quiring a rate, the control system acts to stabilize the
aircraft.

The gas control ring 38 has a central position shown
in FIGURES 2 and 6 wherein the part 46 of the gas
control surface substantially forms an extension of the
outboard boundary 37 of the mouth of the nozzle and
the annular space between the inboard edge of the part
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47 on the gas control surface and the inboard boundary
36 of the nozzle has equal radial width around the whole
periphery of the nozzle mouth. I now a point on the
ring 38 is moved radially outboardly, the diametrically
opposed point on the ring will move radiaily inboardly
and, since the ring 38 is a unitary structure, each of
the other points on the ring will move in accordance with
its position on the ring. It will be appreciated that, dur-
ing such a movement of the ring, around half the pe-
riphery of the ring the inboard edge of the part 47
of the gas control surface will move away from the in-
board boundary 36 of the nozzle mouth 35 and around
the other half of the periphery of the ring the inboard
edge of the part 47 will move towards the inboard
boundary 36. It follows that the effective area of the
mouth of the nozzle, i.e. the area between the inboard
edge. of the part 47 and the inbcard boundary 36, will
be increased around half the periphery of the nozzle and
will be decreased around the other half of the periphery
of the nozzle. The plane of division between that half
of the nozzle mouth which increases in effective area
and that half which decreases in effective area is per-
pendicular to the plane containing the point which moves
radially outboardly and the center of the mozzle, and it-
self passes through the center of the nozzle.

Referring now to FIGURES 10 and 11, the resulting
gas flow from the mouth 35 when the ring is in its cen-
tral position and in a displaced position will be explained.
In FIGURE 10 the aircraft is shown hovering at a height
above the ground sufficient to avoid the “ground cushion”
effect. The gas control ring 38 is in its central position
and the parts 46, 47 of the gas control surface direct
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the propulsive gas ejected from the mouth 35 inboardly -

around the whole periphery of the nozzle mouth. The
annular stream of propulsive gas is deflected inboardly
around the smoothly curved inner boundary 36 of the
nozzle mouth and then breaks away from the underside
of the aircraft to flow substantially vertically down-
wardly. It will be seen from FIGURE 10 that the gas
stream has, as it were, an “hour-glass” shape. The an-
nular jet from the mouth 35 forms a tubular curtain of
gas and the center of the curtain is filled with gas ejected
from the centra] stabilizing nozzle 35a.

The deflection of the gas inboardly around the smoothly
curved inboard boundary 36 of the mouth 35 is due to
the Coanda effect. It is known that, if one boundary
of a nozzle is extended further in the direction of gas
flow than the other boundary of the nozzle and is caused
to curve smoothly away from said other boundary, then
gas flowing through the nozzle will be deflected around
said curved boundary; this is known as the Coanda effect.
The Coanda effect has a further property which is that,
for a nozzle of given area, if the radius of curvature
of the curved boundary is increased, the gas is deflected
further around said curved boundary without breaking
away therefrom than if the boundary had a lesser radius
of curvature. This property may be stated conversely
for a nozzle having a boundary curving away from the
mouth of the nozzle with an invariable radius of curva-
ture.. If, for such a nozzle, the thickness of the gas jet
is decreased, then the gas will be deflected further around
the curved boundary before breaking away therefrom
than would a thicker gas jet. This latter property is taken
advantage of in the present invention.

In FIGURE 10, the aircraft is shown as being sup-
ported on the top of a substantially tubular curtain of
gas; the gas is caused to flow some way across the under-
side of the aircraft before breaking away to flow generally
vertically downwards. In FIGURE 10 the center of
pressure of the curtain is in line with the center of
gravity of the aircraft. If now the gas control ring is
moved, as will hereinafter be described, the tubular cur-
tain of gas is given an inclination relative to the air-
craft and the center of pressure of the curtain is moved
away from the center of gravity of the aircraft. In
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FIGURE 11 the aircraft is shown with the gas control
ring 38 moved rearwardly which has the effect of reduc-
ing the effective area of the mouth of the propulsive noz-
zle around the forward half of the nozzle periphery and
increasing the effective area of the mouth around the rear
half of the nozzle periphery. As a result, the thick-
ness of the gas stream around the forward half of the
periphery is reduced; this has the same effect as increas-
ing the radius of curvature of the inner boundary of the
nozzle so far as the gas stream is concerned. It fol-
lows that the gas emerging from the forward half of the
nozzle mouth will be deflected further around the in-
board boundary 36 of the mouth before breaking away
from the underside of the aircraft. A comparison of
FIGURES 10 and 11 will clearly show this effect.

Conversely, the rearward movement of the half of the
ring adjacent to the rear half of the propulsive nozzle
mouth will increase the effective area of the rear half
of the mouth thereby, in effect, decreasing the radius of ..
curvature of the inner boundary 36 so far as the gas
stream is concerned. It follows that the gas emerging
from the rear half of the nozzle will be deflected through
a lesser angle than in the circumstances of FIGURE 10
and will break away from the underside of the aircraft
in a position outboard of that at which it broke away
in FIGURE 10. A comparison of FIGURES 10 and 11
will clearly show this effect.

Thus the result of moving the gas control ring rear-
wardly is that the tubular curtain of gas is inclined rela-
tive to the aircraft and the center of pressure of the
curtain is moved rearwardly relative to the center of
gravity of the aircraft thereby applying to the aircraft
a nose-down couple. This couple will be balanced by
the aerodynamic lift achieved by the aerofoil skins 20
and 21 so that the aircraft will move forwardly in a nose-
down position. As the speed of the sircraft increases
and the aerodynamic lift increases, the nose of the air-
craft will rise until the latter is flying in a horizontal
position. Since the tubular curtain of gas is inclined rear-
wardly the reaction of the curtain may be resolved into
a vertical and horizontal component, the vertical com-
ponent of the reaction will be directed upwardly and will
partly sustain the aircraft (with the help of the aero-
dynamic lift) whereas the horizontal component will be
directed forwardly and will move the aircraft forwardly.

It will be appreciated that while FIGURE 11 shows
the gas control ring in a rearward position, the ring could
have been moved in any direction and the aircraft would
have been subject.d to a couple and a propelling force
similar to that described with reference to FIGURE 11
but in a different direction. By moving the gas control
ring in the desired direction, therefore, the aircraft may
be moved in any direction and a couple may be applied
to the aircraft to cause it to tilt or to correct a tilt im-,
posed by external conditions, such as a wind gust.

There now follows a description of the manner in
which the gas control ring 38 is moved by the pilot in the
embodiment shown in FIGURES 1 to 6.

As previously mentioned, operation by the pilot of
his control column 67 operates the jacks 59, 60 and 61
to apply a tilting force to the actuating shaft 58 and thus
to the impelling rotor 24. The phasing between the
pilot’s control column and the actuators 59, 60 and 61 is
such that, if the pilot moves his column forwardly for
example, the force applied to the actuating shaft 58 will
be to the right, ie. the force applied to the actuating
shaft will be advanced 90° clockwise from the direction
in which the pilot moved his control column.

When the pilot applies a tilting force to the actuating
shaft 58 the rotor 24 will be caused to oscillate and will
uitimately assume a deflected position (ie. tilted from
its meutral position) with a consequent deflected position
of the actuating shaft. Considering FIGURES 4 and 5,
let it be assumed that the actuating shaft 58 is in its
neutral or central position so that each of the heads 76
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of the tappets 75 is spaced equally from its associated
pressure-sensing nozzle of the nozzles 79—84. In this
position, the pressures in the chambers in all the nozzles
will be equal, the pressures in the conduits joining the
nozzles to the actuators will be equal and the pressures
in the actuators 88, 90, 92, 94, 96 and 98 will be equal
thereby pulling equally on the links 48, 51 and holding
the gas control ring 38 in its central position.

Let it now be assumed that the pilot applies a tilting
force to the actuating shaft 58 by operation of the actua-
tors 59, 68 and 61, let it further be assumed that the
resulting deflection of the bottom of the actuating shaft
58 is directly towards the nozzle 84 and directly away
from nozzle 81 i.e. in the direction of the arrow X in
FIGURE 5. The head 76 of the tappet 75 associated
with nozzle 84 will approach the latter and will increase
the pressure in the conduit 97 and in the actuator 98.
The actuator 98 will rock its associated lever 101 in a
clockwise direction and will pull its associated cable 51
inboardly, i.e. in the direction of the arrow A in FIGURE
5. Conversely, the head 76 of the tappet 75 associated
with the nozzle 81 will move away from the nozzle and
will thereby decrease the pressure in the conduit 91 and
in its associated actuator 92. The actuator 92 will there-
upon rock its associated lever 161 in an anti-clockwise
direction and its associated cable 51 will move outboard-
ly, i.e. in the direction of the arrow B in FIGURE 5.

It follows that the point on the gas control ring
which is secured to the cable 51 operated by actuator 98
will move inboardly in the direction of the arrow A and
the diametrically opposed point on the ring 38 which is
connected to the cable 51 operated by the actuator 92
will move outboardly and that the ring will move bodily
into the direction of the arrows A and B. It will be ap-
preciated that the remaining nozzles 79, 89, 82 and 83
will cause operation of their associated actuators in
proportion to the positions of the respective nozzles be-
tween the nozzles 81 and 84 and that all the actuators
will co-operate to mwove the gas control ring bodily.

The angle, measured clockwise, between the direction
X and the direction A, B is 95°. Referring to the dia-
gram-of FIGURE 9, the central point 130 represents
the position of the spin axis of the rotor when the latter
is in its neutral position. If now the rotor tilts, the
spin axis of the tilted rotor will lie in a plane containing
the neutral position 138 of the spin axis; let it be as-
sumed that this plane is that represented by the line 131
in FIGURE 9 and that the base of the actuating shaft
58 has moved in the direction of the arrow X in FIGURE
9 which corresponds to the direction of the arrow X
in FIGURE 5. The plane containing the neutral posi-
tion 130 of the spin axis of the rotor and being ad-
vanced 95° clockwise from the direction X is represented
by the line 132 in FIGURE 9. The points on the gas
control ring which will be moved furthest in inboard
or outboard directions by movement of the base of the
actuating shaft in the direction X will be those lying
in the plane 132, i.e. those points connected to the actua-
tors 98 and 92. Other points on the ring 58 will be
moved inboardly or outboardly in proportion but two
diametrically opposed points on the gas control ring
which will not be moved at all in inboard or outboard
directions are those in the plane containing the point
136 and lying at right angles to the plane 132, i.e. the
points lying in the plane represented by the line 133.

If the circle 134 in FIGURE 9 is taken to represent the
gas control ring 38, then that part of the gas control ring
represented by the semi-circle 135 will move outboardly,
thereby increasing the effective area of the nozzle mouth.
around that part of the ring, and the part of the ring rep-
resented by the semicircle 136 will move inboardly, there-
by decreasing the effective area of the nozzle mouth
around that part of the ring. The semi-circles 135, 136
are separated by the plane 133 and the points on the gas
control ring and lying in the plane 133 do not partake
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of any inboard or outboard movement. The plane at
which the maximum inboard or outboard movement takes
place is hereinafter called the “control plane” and, since
the angle between the direction in which the base of the
actuating shaft moves and the control plane is 95°, the
terminology used is that the phase angle of the control
system is 95°. A phase angle of 95° signifies that, if the
base of the actuating shaft moves in a given direction as
the rotor tilts, the points on the gas control ring which
move inboardly or outboardly the greatest distance will
lie in a plane at 95° to the plane containing the neutral
and tilted positions of the spin axis of the rotor.

In the said foregoing applicaticns there is described a
control system for an aircraft of the same general shape as
that described in the present application. The aircraft
described in said foregoing applications has a rotor ro-
tatable about a spin axis and having a neutral position
relative to the body structure of the aircraft and the rotor
is connected to gas deflecting means to control the air-
craft. Associated with the rotor is biasing means to bias
the rotor to its neutral position and to allow relative move-
ment between the rotor and the body structure, with conse-
quent tilting of the rotor from its neutral position and the
application of a gyro-couple to the aircraft, when the
aircraft acquired a rotational velocity about a turn axis
lying normal to the spin axis of the rotor. The control
system causes operation of the gas deflecting means lying
adjacent to a control plane which contains the position of
the spin axis of tlie rotor corresponding to the neutral posi-
tion of the rotor and is advanced in the direction of rota-
tion of the rotor by a phase angle « relative to the plane
containing the positions of the spin axis corresponding to
the neutral and tilted positions of the rotor. The phase
angle « is defined to lie between 0° and 90° and the
couple applied to the aircraft by the control system can
be resolved into two components, a first component pro-
portional to cosine « and which amplifies the gyrocouple
applied to the aircraft by the rotor and a second com-
ponent proportional to sine « which directly opposes the
rotational velocity of the aircraft. It is further described
in said foregoing applications that the purpose of amplify-
ing the gyro-couple is to cause the aircraft to act as though
it contains a larger gyroscope than in fact it does.

It has been found that, when the above described con-
trol system is operated, the rotor and the aircraft oscillate
due to the amplified gyro-couple and that these oscillations
are the more severe the nearer the phase angle approaches
0°, i.e. the more the gyro-couple is amplified. Even when
the gyro-couple is not amplified, ie. with a 90° phase
angle, there is some oscillation of the aircraft. Where the
aircraft is provided with sufficient control power, i.e. suffi-
cient reaction from the discharged propulsive gas, phase
angles between 0° and 90° may be used successfully since
the oscillations are rapid and their amplitude small. How-
ever, where the control power is low the oscillations of the
aircraft are slow and build up to large amplitudes which is
very unpleasant for the pilot.

It has now been found that, by increasing the phase
angle of the control sysiem to a value greater than 90°,
the gyro-couple applied to the aircraft by the rotor can be
reduced and in some cases eliminated by the resulting
force applied to the aircraft by the propulsive gas, thereby
reducing or eliminating the undesirable oscillation of the
aircraft even when low control powers are used. While
there may be only one particular setting of the controls at
which the gyro-couple is completely eliminated by the
control force applied by the propulsive gas to the aircraft,
the increase of the phase angle to a value greater than 90°
provides a control force component which will oppose
and reduce the gyro-couple and will thereby reduce the
consequent oscillation of the aircraft.

The response of the aircraft of FIGURES 1 to 6 will
now be described with reference to FIGURES 12 and 13
each of which shows a series of eight graphs. The graphs
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of each series show the following displacements and
velocities:

(A) The roll angle of the aircraft in radians,

(B) The roll rate or roll velocity of the aircraft in
radians per second,

(C) The pitch angle of the aircraft in radians,

(D) The pitch rate or pitch velocity of the aircraft in
radians per second,

(E) The amount of roll of the rotor within the aircraft
measured as a percentage of its maximum roll which is
set by structural limitations and may, for example, be
*+14450° from the neutral position,

(F) The pitch of the rotor within the aircraft measured
as a fraction of its maximum pitch which is limited as is
the maximum roll,

(G) The displacement of the gas control ring to the
left and right of its central position measured as a fraction
of its total permitted movement, and

(H) The displacement of the gas control ring in fore
and aft directions from its central position measured as a
fraction of its total permitted movement.

The graphs of FIGURE 12 show the response of the
aircraft if, when it is hovering, the pilot moves his control
column to the right. The amount which the control col-
umn is moved to the right is measured in terms of the
resulting movement of the rotor, which is expressed as
a percentage of the total permitted movement of the rotor
in any direction, the various movements being considered
as if the aircraft were on the ground with the rotor sta-
tionary. Thus, as mentioned above, the total movement of
the rotor in any direction from its neutral position might
be 1109°, therefore if the pilot moves his control column
10% to the right this means that he has moved his column
sufficiently so that, with the aircraft on the ground and the
rotor stationary, the rotor would move from its neutral
position by 10% of ¥4°. As explained above, movement
of the control column is 90° cut of phase with the result-
ing force applied to the actuating shaft 58 so that, as the
pilot moves the column to the right, for example, the actu-
ators 59, 69, 61 will apply a pitching moment to the rotor
by rocking the actuating shaft 58. Moreover, the graphs
have been prepared on the assumption that the pilot’s input
is a step input, i.e. a sudden input and not a slow move-
ment in the desired direction.

Returning now to FIGURE 12, as a result of movement
of the column to the right, there is applied, through the
actuating shaft 58, a pitching moment to the rotor which,
as a result, acquires a pitch velocity or pitch rate; as soon
as the rotor acquires this rate it is affected by the gyro-
scopic laws of motion and precession. Reference to
‘graphs E and F of FIGURE 12 shows that the rotor initi-
‘ally pitches, then rolls and then oscillates both in roll and
pitch. The oscillations in roll rapidly die out to leave a
small deflection in roll while the oscillations in pitch de-
crease in frequency.

The resulting displacement of the gas control ring 38
may be seen from the graphs G and H and the total dis-
placement of the ring may be considered to be made up
of two components at right angles, the displacement in left
and right directions (viewed from the rear of the aircraft)
is shown in the graph G and the displacement in fore
and aft directions is shown in the graph H. Considering
first the displacement in right and left directions, the ring
is first moved to the left. This has the effect of increasing
the effective area of the portion of the mouth of the pro-
pulsive nozzle at the left of the aircraft (viewed from the
rear of the aircraft) and decreasing the effective area of
the portion of the mouth of the propulsive nozzle at the
right of the aircraft. The tubular curtain of gas ejected
from the propulsive nozzle will thus be tilted to the left
of the aircraft and the tilted curtain of gas will apply a
moment to the aircraft as described above with reference
to FIGURE 11 and will tend to cause the aircraft to bank
to the right. The ring is then displaced to the right to tilt
the hollow curtain of propulsive gas to the right of the air-

i2

craft and will check the roll rate of the aircraft as may

be seen with reference to graph B in FIGURE 12. The

left and right displacement of the control ring shown in the

graph G therefore causes the aircraft to have a steadily
5 increasing roll angle as shown in graph A and a substan-
tially constant roll rate as shown in graph B.

The gas control ring also has a component of deflection
‘in the aft direction which, as described with reference to
FIGURE 11, applies a nose-down couple to the aircraft.
As the pilot moves his column fo the right he applies a tilt-
ing force to the actuating shaft 58 tending to move the
base of the shaft to the rear. Due to the laws of gyro-
scopic precession, the rotor will cause the base of the ac-
tuating shaft to move to the left. However, the application
of a nose-down couple to the aircraft will tilt the rotor and
will tend to cause the base of the actuating shaft to move
to the right. The movement of the rotor which tends to
move the base of the actuating shaft to the left applies a
couple to the aircraft known as the “gyro-couple” and
this couple is opposed by the nose-down couple on the
aircraft which tends to move the base of the actuating
shaft to the right. It will be seen from graph E that the
rotor has a slight deflection in pitch after some initial os-
cillations which are rapidly damped. It will also be seen
from graphs C and D that the aircraft has hardly any
pitch angle or pitch rate.

The series of graphs in FIGURE 12 should be com-
pared with similar graphs in the aforesaid applications
which show the response for a control system having a
phase angle of 20°. From the latter it will be seen
that the aircraft acquires a pitch rate and, with low con-
trol powers, it has been found that this pitch rate builds
up so that the aircraft performs slow oscillations of large
amplitude which are unpleasant and undesirable.

As more fully described in the aforementioned appli-
cations, the behaviour of the aircraft under the influence
of the control system will be somewhat different in for-
ward flight than in hovering. When the aircraft is in
forward flight there is a de-stabilizing moment acting on
the aircraft which is not present when the aircraft is
hovering. The effect of the de-stabilizing moment is to
cause a divergence of the aircraft from the position shown
when hovering and this divergence has to be corrected
by the pilot.

The operation of the automatic stabilization -system
of the embodiment shown in FIGURES 1 to 6 is similar
to the pilot-operated system, except that the rotor is
tilted not by means of the pilot applying a tilting force
to the actuating shaft but by means of a displacement
or angular velocity acquired by the aircraft. If the lat-
ter acquires a rotational velocity about a turn axis lying
normal to the spin axis of the rotor then the rotor will
move relative to the body structure and will operate
the gas control ring to stabilize the aircraft.

Thus, referring to FIGURE 13, there is shown a series
of graphs illustrating the operation of the automatic
stabilizing system when the aircraft hits an upgust in
forward flight. The wupgust imparts a nose-up pitch
rate to the aircraft, i.e., a rate about an axis normal to
60 the spin axis of the rotor. :As the aircraft commences

to pitch it will apply a pitching moment to the rotor

which, due to the gyroscopic laws of precession, will roll
as shown in graph E. The rotor will then oscillate in
roll and pitch and will settle down to a gradually decreas-
65 ing roll angle and virtually no pitch angle as shown in

graphs E and F.

As a result of the rotor’s movements, the gas control
ring is moved as shown in graphs G and H. There is
some initial oscillation in the left and right directions

70 but the major displacement of the ring is rearwardly.

This rearward movement increases the effective area at

the rearward portion of the nozzle mouth and decreases

the effective area of the forward portion of the nozzle
mouth thus giving the aircraft a nose-down moment as
75 described with reference to FIGURE 11. This nose-
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down moment opposes the nose-up moment imparted to
the aircraft by the upgust and the pitch rate gradually
decreases as shown in graph D. The pitch angle grad-
ually increases as the pitch rate decreases but this may
be corrected by the pilot as is necessary in a conventional
aircraft when it hits an upgust. It will be seen from
graphs A and B that the aircraft acquires substantially
no roll angle and only a small initial oscillation in roll
rate. The substantially zero roll angle is due to the use
of a phase angle of 95° whereby the nose-down couple
on the aircraft produces a couple on the rotor which
opposes the gyro-couple applied to the aircraft by the
rotor.

In the arrangement shown in FIGURE 7, movement
of the base of the actuating shaft 584 in any given direc-
tion will act through the links 124 to rotate the com-
posite levers 120, 121 thereby moving the wire rope
cables 51a and the gas control ring 384, and consequently
the gas control surface, relative to the mouth of the
nozzle. The composite levers 128, 121 are so arranged
that, if the actuating shaft moves in a first direction,
the gas control ring will move in a second direction
advanced 25° clockwise from the first direction, ie. the
phase angle of the system is 25°. If reference is had
to FIGURE 8 it will be clear how the tilting movement
of the rotor acts through the actuating shaft 58a, the
levers 120, 121 and the links 51a to move the gas direct-
ing ring 38a.

Thus, referring to FIGURE 9, if the base of the actu-
ating shaft 584 moves in the direction of the arrow “X”
the points on the gas control ring 38a which will move
the greatest distances inboardly and outboardly will lie
in a plane represented by the line 137 which is at 25°
to the line 131 which represents the plane containing
positions of the spin axis corresponding to the neutral
and tilted positions of the rotor. The plane 137 is thus
the control plane and if the circle 138 is taken to rep-
resent the gas control ring 384, the points where the-line
137 cuts the circle 138 will be the points-of maximum
travel of the ring 384. Conversely, the points of least
travel on the ring 38a will be the points of intersection
of a plane represented by the line 139 and the circle 138.
That part of the ring 38a represented by the semi-circle
140 will move outboardly and that part of the ring rep-
resented by the semi-circle 141 will move inboardly,
the semi-circles being separated by the line 139.

" The response of the control system of the embodiment
of FIGURE 7 is very similar to the response of the con-
trol systems described in the aforesaid applications when
the phase angle of said systems is 20°. Thus, suppose
that the pilot, while hovering, moves his control column
to the right, the actuators 59, 69 and 61 will apply a pitch-
ing moment to the rotor by rocking the actuating shaft
58a. The rotor acquires a pitch velocity and is then
affected by the gyroscopic laws of motion and precession.
The rotor will initially oscillate in both roll and pitch
and will then acquire a steady state with a deflection
in pitch and rather less of a deflection in roll. In this
steady state the gas control ring is moved to tilt the curtain
of gas under the aircraft. As the curtain is tilted its
center of pressure moves away from the center of gravity
of the aircraft. The reaction of the tilted curtain. may
be considered to comsist of a force through the center
of gravity of the aircraft plus a couple tending to turn
the aircraft. - The couple can be resolved into a com-
ponent about the longitudinal axis of the aircraft which
overcomes the aerodynamic damping of the aircraft and
a component about the lateral axis of the aircraft which
overcomes the gyroscopic moment and causes the air-
craft to roll. After initial oscillation the aircraft acquires
a substantially steady roll rate and a steadily increasing
roll angle. The aircraft will be substantially undisturbed
in pitch but will have an oscillating pitch rate which will
be damped out.

. If the aircraft is hovering and encounters a gust then
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the aircraft will begin to roll or pitch and will impart
to the rotor a rolling or pitching force. Thus if the air-
craft encounters a gust tending to roll it, the aircraft
will acquire a roll rate and will impart a roll rate to the
rotor which then follows the gyroscopic laws. After
initial oscillation the rotor will reach a steady state with
a deflection in roll and also a deflection in pitch. The
steady state deflection of the actuating shaft acts through
the links 51a to move the gas control ring to tilt the
column of gas under the aircraft to reduce the divergence
of the aircraft.

A fuller description of the principle of the control sys-
tem is given in said aforementioned applications Serial
Nos. 832,404 and 832,406. The phase angle of the con-
trol system described in the present application may either
be between 0° and 90°, as in the previous applications,
or the phase angle may be greater than 90° as herein-
before described. If the phase angle is less than 90°
then oscillation of the aircraft will take place upon man-
oeuvre when low control powers are used since there will
be a component of control power tending to amplify the
gyro-couple applied to the aircraft. When a phase angle
of greater than 90° is used, there will be a component of
control power tending to reduce or eliminate the gyro-
couple applied to the aircraft. ’

It will be understood that the form of the invention
herewith shown and described is a preferred example
and various modifications can be carried out without de-
parting from the spirit of the invention or the scope of
the appended claims.

What I claim as my invention is:

1. An aircraft having a body structure; walls within
the structure defining a gas displacement passage which
includes and terminates in a propulsive nozzle having a
mouth, one of said walls forming one boundary of the
mouth and curving away therefrom in a smooth convex
surface and the other wall forming another boundary
of the mouth; means within the structure to impel pro-
pulsive gas along the passage and to expel the gas from
the mouth; gas directing means; suspsension means inter-
posed between the gas directing means and the structure
to movably suspend the gas directing means adjacent
to said other boundary of the mouth; said gas directing
means having a gas control surface which forms a mov-
able extension of said other boundary of the mouth and
which is shaped to direct gas expelled from the mouth
around said convex surface; and actuating means to move
the gas directing means on its suspension means to vary
the position of the gas control surface relative to said
mouth and thus to variably control the direction of flow
of the propulsive gas expelled from the mouth.

2. An aircraft having a body structure; walls within the
structure defining a gas displacement passage which in-
cludes and terminates in a propulsive nozzle having a sub-
stantially annular mouth, one of said walls forming the
radially inner boundary of the mouth and curving away
therefrom in a smooth convex surface and the other wall
forming the radially outer boundary of the mouth; means
within the structure to impel propulsive gas along the pas-
sage and to expel the gas from the mouth; a gas control
ring; suspension means interposed between the ring and the
structure to movably suspend the ring adjacent to said
radially outer boundary of the mouth; said ring having a
gas. control surface which forms a movable extension of
said radially outer boundary and which is shaped to direct
the gas expelled from the mouth around said convex sur-
face; and actuating means to move the ring on its suspen-
sion means to vary the position of the gas control surface
relative to said mouth and thus to variably control the
direction of flow of the propulsive gas expelled from the
mouth.

3. An aircraft having a body structure; upper and lower
walls within the structure defining a gas displacement pas-
sage “which includes and terminates in a downwardly
directed propulsive nozzle having a mouth arranged to
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discharge at a multiplicity of positions distributed around
a periphery on the underside of the structure, the lower
wall forming the inboard boundary of the mouth and
merging with the underside of the structure in a smooth,
outboardly convex surface and the upper wall forming the
outboard boundary of the mouth; means within the struc-
ture to impel propulsive gas along the passage and to expel
the gas from the mouth; gas directing means; suspension
means interposed between the gas directing means and the
structure to movably suspend the gas directing means be-
neath, and adjacent to, the outboard boundary of the
mouth; and actuating means to move the gas directing
means on its suspension means thus to vary the position of
the gas control surface relative to said mouth and to
variably control the direction of flow of the propulsive gas
expelled from the mouth.

4, An aircraft having a body structure; upper and lower
walls within the structure defining a gas displacement pas-
sage which includes and terminates in a downwardly di-
rected propulsive nozzle having a mouth arranged to dis-
charge at a multiplicity of positions distributed around a
periphery on the underside of the structure, the lower wall
forming the inboard boundary of the mouth and merging
with the underside of the structure in a smooth, outboardly
convex surface and the upper wall forming the outboard
boundary of the mouth; engine means within the structure
to impel propulsive gas along the gas displacement passage
and to expel the gas from said mouth; a gyroscope mount-
ed in the structure to be capable of a limited degree of
universal movement relative to the structure; biasing
means interposed between the structure and the gyroscope
to bias the latter to a neutral position within the structure;
gas directing means; suspension means interposed between
the gas directing means and the structure to movably sup-
port the gas directing means beneath, and adjacent to, the
outboard boundary of the mouth; said gas directing means
having a gas control surface which is shaped to direct gas
expelled from the mouth generally inboardly and which
forms a movable extension of the outboard boundary of
the mouth; and actuating means interposeéd between the
gyroscope and the ring and operable to move the gas direct-
ing means on its suspension means to vaiy the position of
the gas control surface relative to said mouth and thus to
variably control the direction of flow of the propulsive gas
expelled from the mouth, said actuating means operating
in response to tilting of the gyroscope from its neutral
position.

5. An aircraft having a body structure; upper and lower
walls within the structure defining a gas displacement pas-
sage which includes and terminates in a downwardly di-
rected propulsive nozzle having a mouth arranged to dis-
charge at a multiplicity of positions distributed around a
periphery on the underside of the structure, the lower wall
forming the inboard boundary of the mouth and merging
with the underside of the structure in a smooth, outboardly
convex surface and the upper wall forming the outboard
boundary of the mouth; engine means within the structure
to impel propulsive gas along the gas displacement passage
and to expel the gas from said mouth, said engine means
including an impelling rotor mounted in the structure to
be capable of a limited degree of universal movement rela-
tive to the structure; biasing means interposed between the
structure and the rotor to bias the latter to a neutral posi-

. tion within the structure; gas directing means; suspension
means interposed between the gas directing means and the
structure to movably support the gas directing means be-
neath, and adjacent to, the outboard boundary of the
mouth; said gas directing means having a gas control sur-
face which is shaped to direct gas expelled from the mouth
generally inboardly and which forms a movable extension
of the outboard boundary of the mouth; and actuating
means interposed between the rotor and the gas directing
means and operable to move the gas directing means on
its suspension means to vary the position of the gas con-
trol surface relative to said mouth and thus to variably
control the direction of flow of the propulsive gas expelled
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from the mouth, said actuating means operating in re-
sponse to tilting of the rotor from its neutral position.

6. An aircraft having a Hody structtire; upper and lower
walls within the structure defining a gas displacement pas-
sage which includes. and terminates in a downwardly di-
rected propulsive nozzle having a substantially annular
mouth in the underside of the structure, the lower wall
forming the inboard boundary of the mouth and merging
with the underside of the structure in a smooth, outboardly
convex surface and the upper wall forming the outboard
boundary of the mouth; means within the structure to im-
pel propulsive gas along the passage and to expel the gas
from the mouth; a gas control ring; suspension means in-,
terposed between thé ring and the structure to movably
suspend the ring beneath, and adjacent to, the outboard
boundary of the mouth; said ring having a gas control
surface ‘which is shaped to direct gas expelled from the
mouth generally inboardly and which forms a movable
extension of the outboard boundary of the mouth; and
actuating means to move the ring on its suspension means
to vary the position of the gas control surface relative to
said mouth and thus to variably control the direction of
flow of the propulsive gas expelled from the mouth.

7. An aircraft having a body structure; upper and
lower walls within the structure defining a gas displace-
ment passage which includes and terminates in a down-
wardly directed propulsive nozzle having a substantially
annular mouth on the underside of the structure, the lower
wall forming the inboard boundary of the mouth and
merging with the underside of the structure in a smooth,
outboardly convex surface and the upper wall forming the
outboard boundary of the mouth; engine means within the
structure to impel propulsive gas along the gas displace-
ment passage and to expel it from said mouth; a gyroscope
mounted in the structure to be capable of a limited degree
of universal movement relative to the structure; biasing
means interposed between the structure and the gyroscope
to bias the latter to.a neutral position within the structure;
a gas control ring; sispension means interposed between
the ring and the structure and movably suspending the ring
beneath, and ddjacent to, the outboard boundary of the
mouth, said ring having a gas control surface which is
shaped to direct gas expelled from the mouth generally
inboardly and which forms a movable extension of the
outboard boundary of the mouth; and actuating means in-
terposed between the gyroscope and the ring and operable
to move the ring on its suspension means to vary the posi-
tion of the gas control surface relative to said mouth and
thus to variably control the direction of flow of the gas ex-
pelled from the mouth, said actuating means operating in
response to tilting of the gyroscope from its neuvtral posi-
tion.

8. An aircraft having a body structure; upper and lower
walls within the structure defining a gas displacément pas-
sage which includés and terminatés in a downwardly di-
rected propulsive nozzle having a substantially annular
mouth on the underside of the structure, the lower wall
forming the inboard boundary of the mouth and merging
with the underside of the structure in a smooth, otitboardly
convex surface and the upper wall forming the Gutboard
boundary of the mouth; engine means within the structure
to impel propulsive gas along the gas displacemént passage
and to expel the gas from said mouth, said engine means
including an impelling rotor mounted in the structure to
be capable of a limited degree of universal movement rela-
tive to the structure; biasing means interposed between the
structure and the rotor to bias the latter to a neutral posi-
tion within the structure; a gas control ring; suspension
means interposed between the ring and the structure and
movably suspending the ring beneath, and adjacent to, the
outboard boundary of the mouth, said ring having a gas
control surface which is shaped to direct gas expelled from
the mouth generally inboardly and which forms a movable
extension of the outboard boundary of the mouth; and
actuating means interposed between the rotor and the ring
and operable to move the ring on its suspension means to
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vary the position of the gas control surface relative to said
mouth and thus to variably control the direction of flow of
the gas expelled from the mcuth, said actuating means op-
erating in response to tilting of the rotor from its neutral
position.

9. An aircraft having a lentiform body structure
sheathed by opposed upper and lower aerofoil skins which
provide lift surfaces for the aircraft; upper and lower walls
within the structure defining a gas displacement passage
which includes and terminates in a downwardly directed
propulsive nozzle having a substantially annular mouth in
the underside of the structure, the lower wall forming the
inboard boundary of the mouth and merging with the
underside of the structure in a smooth, outboardly con-
vex surface and the upper wall forming the outboard
boundary of the mouth; engine means within the structure
to impel propulsive gas along the gas displacement pas-
sage and to expel the gas from said mouth, said engine
means including an impelling rotor mounted in the struc-
ture to be capable of a limited degree of universal move-
ment relative to the structure; biasing means interposed
between the structure and the rotor to bias the latter to a
neutral position within the structure; a gas control ring;
suspension means interposed between the ring and the
structure and movably suspending the ring beneath, and
adjacent to, the outboard boundary of the mouth, said
ring having a gas control surface which is shaped to direct
gas expelled from the mouth generally inboardly and
which forms a movable extension of the outboard bound-
ary of the mouth; and actuating means interposed between
the rotor and the ring and operable to move the ring on
its suspension means to vary the position of the gas con-
trol surface relative to said mouth and thus to variably
control the direction of flow of the propulsive gas expelled
from the mouth, said actuating means operating in re
sponse fo tilting of the rotor from its neutral position.

10. An aircraft having a lentiform body structure
sheathed by opposed upper and lower aerofoil skins which
provide lift surfaces for the aircraft; upper and lower walls
within the structure defining a gas displacement passage
which includes and terminates in a downwardly directed
propulsive nozzle having a substantially annular mouth in
the underside of the structure, the lower wall forming the
inboard boundary of the mouth and merging with the
underside of the structure in a smooth, outboardly con-
vex surface and the upper wall forming the outboard
boundary of the mouth; engine means within the structure
to impel propulsive gas along the gas displacement passage
and to expel the gas from said mouth, said engine means
including an impelling rotor mounted in the structure to be
capable of a limited degree of universal movement relative
to the structure; biasing means interposed between the
structure and the rotor to bias the latter to a neutral po-
sition within the structure; a gas control ring; suspension
means interposed between the ring and the structure and
movably suspending the ring beneath, and adjacent to, the
outboard boundary of the mouth, said ring having a gas
control surface which is shaped to direct gas expelled
from the mouth generally inboardly and which forms a
movable extension of the outboard boundary of the
mouth; actuating means interposed between the rotor and
the ring and operable to move the ring on its suspension
means to vary the position of the gas control surface rela-
tive to said mouth and thus to variably control the direc-
tion of flow of the propulsive gas expelled from the mouth,
said actuating means operating in response to tilting of
the rotor from its neutral position; and pilot-operated con-
trol means operatively connected to the rotor and operable
to apply a tilting force to the rotor thus operating the
actuating means to cause a desired movement of the con-
trol ring.

11, An aircraft having a lentiform body structure
sheathed by opposed upper and lower aerofoil skins which
provide lift surfaces for the aircraft; upper and lower walls
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within the structare defining a gas displacement passagé
which includes and terminates in a downwardly directed
propulsive nozzle having a substantially annular mouth in
the underside of the structure, the lower wall forming the
inboard boundary of the mouth and merging with the
underside of the structure in a smooth, outboardly con-
vex surface and the upper wall forming the outboard
boundary of the mouth; engine means within the structure
to impel propulsive gas along the gas displacement passage
and to expel the gas from said mouth, said engine means
including an impelling rotor mounted within the structure
to be capable of a limited degree of universal movement
relative to the structure; biasing means interposed between
the structure and the rotor to bias the latter to a neutral
position within the structure; an actuating shaft operatively
connected to the rotor to tilt therewith; a gas control ring;
suspension means interposed between the ring and the
structure and movably suspending the ring beneath, and
adjacent to, the outboard boundary of the mouth, said
ring having a gas control surface which is shaped to direct
gas expelled from the mouth generally inboardly and
which forms a movable extension of the outboard bound-
ary of the mouth; a plurality of spaced apart links extend-
ing outboardly from the actuating shaft to peripherally
spaced points on the ring, whereby tilting of the rotor
from its neutral position moves the ring on its suspension
means to vary the position of the gas control surface rel-
ative to said mouth and thus to variably control the direc-
tion of flow of the propulsive gas expelled from the mouth;
and pilot-operated control means operatively connected to
the rotor and operable to apply a tilting force to the rotor
thus operating the actuating means to cause a desired
movement of the control ring.

12. An aircraft having a lentiform body structure
sheathed by opposed upper and lower aerofoil skins which
provide lift surfaces for the aircraft; upper and lower walls
within the structure defining a gas displacement passage
which includes and terminates in a downwardly directed
propulsive nozzle having a substantially annular mouth in
the underside of the structure, the lower wall forming the
inboard boundary of the mouth and merging with the
underside of the structure in a smooth, outboardly con-
vex surface and the upper wall forming the outboard
boundary of the mouth; engine means within the structure
to impel propulsive gas along the gas displacement pas-
sage and to expel the gas from said mouth; a gyroscope
mounted within the structure to be capable of a limited
degree of universal movement relative to the structure;
biasing means interposed between the structure and the
gyroscope to bias the latter to a neutral position within
the structure; an actuating member operatively connected
to the gyroscope to tilt therewith; a ring member secured
to the structure in a position to surround said actuating
member but to leave an annular space between the mem-
bers; a plurality of radially directed sensing nozzles in
said space and secured to one of said members; a plu-
rality of abutments in said space and secured to the other
of said members so that an abutment is radially opposed
to each of said sensing nozzles; means on the structure to
supply pressure fluid to each sensing nozzle; means asso-
ciated with each sensing nozzle to sense the variation in
back-pressure in the nozzle as the space between the noz-
zle and its opposed abutment varies; a gas control ring;
suspension means interposed between the ring and the
structure and movably suspending the ring beneath, and
adjacent to, the outboard boundary of the mouth, said ring
having a gas control surface which is shaped to direct gas
expelled from the mouth generally inboardly and which
forms a movable extension of the outboard boundary of
the mouth; a plurality of pressure-responsive actuators
mounted in the structure; a plurality of links extending
outboardly from said actuators to peripherally spaced
points on the ring; means interconnecting said actuators
with said pressure-sensing means of the sensing nozzles
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whereby variations in the pressures in the nozzles due to
tilting of the gyroscope from its neutral position with con-
sequent variation in the spacing between the nozzles and
the abutments operates the actuators to move the ring on
its suspension means to vary the position of the gas con-
trol surface relative to said mouth and thus to variably
control the direction of flow of the propulsive gas expelled
from the mouth; and pilot-operated control means in the
structure to apply a tilting force to the gyroscope thus to
cause a desired movement of the control ring.

13. An aircraft having a lentiform body structure
sheathed by opposed upper and lower aerofoil skins which
provide lift surfaces for the aircraft; upper and lower walls
within the structure defining a gas displacement passage
which includes and terminates in a downwardly directed
propulsive nozzle having a substantially annular mouth
in the underside of the structure; the lower wall forming
the inboard boundary of the mouth and merging with the
underside of the structure in a smooth, outboardly convex
surface and the upper wall forming the outboard bound-
ary of the mouth; engine means within the structure to
impel propulsive gas along the gas displacement passage
and to expel the gas from said mouth, said engine means
including an impelling rotor mounted within the structure
to be capable of a limited degree of universal movement
relative to the structure; biasing means interposed be-
tween the structure and the rotor to bias the latter to a
neutral position within the structure; an actuating mem-
ber operatively connected to the rotor to tilt therewith;
a ring member secured to the structure in a position to
surround said actuating member but to leave an annular
space between the members; a plurality of radially di-
rected sensing nozzles in said space and secured to one of
said members; a plurality of abutments in said space and
secured to the other of said members so that an abutment
is radially opposed to each of said sensing nozzles; means
on the structure to supply pressure fluid to each sensing
nozzle; means associated with each sensing nozzle to sense
the variation in back pressure in the nozzle as the space
between the nozzle and its opposed abutment varies; a
gas control ring; suspension means interposed between
the ring and the structure and movably suspending the
ring beneath, and adjacent to, the outboard boundary of
the mouth, said ring having a gas control surface which
is shaped to direct gas expelled from the mouth generally
inboardly and which forms a movable extension of the
outboard boundary of the mouth; a plurality of fluid-op-
erated jacks mounted in the structure around said ring
member; a plurality of links extending outboardly from
said jacks to peripherally spaced points on the ring; means
interconnecting said jacks with said pressure-sensing
means of the sensing nozzles whereby variations in the
pressures in the nozzles due to tilting of the rotor from its
neutral position with consequent variation in the spacing
between the nozzles and the abutments operates the jacks
to move the ring on its suspension means to vary the po-
sition -of the gas control surface relative to said mouth
and thus to variably control the direction of flow of the
propulsive gas expelled from the mouth; and pilot-oper-
ated control means in the structure to apply a force to
the actuating member to tilt the rotor and thus to cause
a desired movement of the control ring.

14, An aircraft having a body structure; upper and
lower walls within the structure defining a gas displace-
ment passage which includes and terminates in a down-
wardly directed propulsive nozzle having a substantially
annular mouth on the underside of the structure, the lower
wall forming the inboard boundary of the mouth and
merging with the underside of the structure in a smooth,
outboardly convex surface and the upper wall forming the
outboard boundary of the mouth; means within the struc-
ture -to impel propulsive gas along the passage and to
expel the gas from the mouth; a gas control ring; suspen-
sion means to movably suspend the ring beneath and ad-

" jacent to the outboard boundary of the mouth; said ring
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having a gas control surface of inverted frusto-conical
form shaped to direct gas expelled from the mouth gen-
erally inboardly and which forms a movable extension
of the outboard boundary of the mouth; and actuating
means to move the ring on its suspension means to vary
the position of the gas control surface relative to said
mouth and thus to variably control direction of flow of
the propulsive gas expelled from the mouth.

15. A control system for an aircraft having a body
structure; engine means within the structure to provide
propulsive gas, the engine means including a rotor ro-
tatable about a spin axis and having a neutral position
relative to the body structure, the rotor having a limited
degree of universal movement; a gas displacement pas-
sage along which the propulsive gas is impelled by the
rotor; and a propulsive nozzle communicating with the
gas displacement passage and arranged to discharge the
propulsive gas at a multiplicity of positions distributed
around a periphery on the structure; the control system
comprising biasing means associated with the rotor to
bias it to its neutral position to allow relative movement
between the rotor and the body structure, with consequent
tilting of the rotor from its neutral position and applica-
tion of a gyro-couple to the aircraft, when the aircraft
acquires a rotational velocity about a turn axis lying
normal to the spin axis; gas directing means associated
with the nozzle and operable to variably control the flow
characteristics of the propulsive gas discharged from the
nozzle at any selected position of said multiplicity of
positions; a link system interposed between the rotor and
the gas directing means to operate the latter in response
to tilt of the rotor from its neutral position and in a
manner determined by the tilted position of the rotor;
individual links of the system being operatively coupled
to correlated portions of the gas directing means spaced
around said periphery; the response of the link system
to tilt of the rotor causing operation of opposite pe-
ripheral portions of the gas directing means lying ad-
jacent to a control plane which contains the position
of the spin axis corresponding to the neutral position of
the rotor and is advanced in the direction of rotation of
the rotor by a phase angle « relative to the plane con-
taining the positions of the spin axis corresponding to
the neutral and tilted positions of the rotor, the phase
angle having a value greater than 90°; operation of the
gas directing means as a result of a disturbance which
imparts a rotational velocity to the aircraft about a turn
axis controlling the flow characteristics of the propulsive
gas discharged from peripherally opposite portions of
the propulsive nozzle to apply a force to the aircraft to
reduce the divergence of the aircraft incident upon said
disturbance; the force having a first component propor-
tional to cosine « and which opposes and reduces the said
gyro-couple and a second component proportional to
sine o« which directly opposes said rotational velocity.

16. An aircraft having a body structure; upper and
lower walls within the structure defining a gas displace-
ment passage which includes and terminates in a down-
wardly directed nozzle having a mouth arranged to dis-
charge at a multiplicity of positions distributed around a
periphery on the underside of the structure, the lower
wall forming the inboard boundary of the mouth and
merging with the underside of the structure in a smooth,
outboardly convex surface and the upper wall forming
the outboard boundary of the mouth; engine means with-
in the structure to provide propulsive gas, the engine
means including a rotor rotatable about a spin axis and
having a neutral position relative to the body structure,
the rotor having a limited degree of universal movement;
gas directing means; suspension means interposed be-
tween the gas directing means the structure to movably
suspend the gas directing means beneath, and adjacent
to, the outboard boundary of the mouth; said gas direct-
ing means having a gas control surface which is shaped to
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direct gas expelled from the mouth generally inboardly
and which forms a movable extension of the outboard
boundary of the mouth; and a control system to move the
gas directing means on its suspension means to vary the

position of the gas control surface relative to said moutiy

and thus to variably control the direction of flow of
the propulsive gas expelled from the mouth; the control
systemn comprising biasing means associated with the
rotor to bias it to its neutral position and to allow rela-
tive movement between the rotor and the body structure,
with consequent tilting of the rotor from its neutral posi-
tion and application of a gyro-couple to the aircraft, when
the aircraft acquires a rotational velocity about a turn
axis lying normal to the spin axis; and a link system
between the rotor and the gas directing means to operate
the latter in response to tilt of the rotor from its neutral
position and in a manner determined by the tilted posi-
tion of the rotor; individual links of the sysiem being
operatively coupled to correlated portions of the gas di-
recting means; the response of the link system to tilt of
the rotor causing operation of the opposite peripheral
portions of the gas directing means lying adjacent to
a control plane which contains the position of the spin
axis corresponding to the neutral position of the rotor
and is advanced in the direction of rotation of the rotor
by a phase angle « relative to the plane containing the
positions of the spin axis corresponding to the neutral
and tilted positions of the rotor, the phase angle having a
value between 0° and S0° inclusive; operation of the
gas directing means as a result of the disturbance which
imparts a rotational velocity to the aircraft about a turn
axis controlling the gas directing means to apply a force
to the aircraft to reduce the divergence thereof incident
upon said disturbance, the force having a first component
proportional to cosine « and which amplifies said gyro-
couple and a second component proportional to sine «
which directly opposes said rotational velocity.

17. An aircraft having a body structure; upper and
lower walls within the structure defining a gas displace-
ment passage which includes and terminates in a down-
wardly directed nozzle having a mouth arranged to dis-
charge at a multiplicity of positions distributed around a
periphery on the underside of the structure, the lower
wall forming the inboard boundary of the mouth and
merging with the underside of the structure in a smooth,
outboardly convex surface and the upper wall forming the
outboard boundary of the mouth; engine means within the
structure to provide propulsive gas, the engine means in-~
cluding an impelling rotor rotatable about a spin axis
and having a neutral position relative to the body struc-
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ture, the rotor having a limited degree of universal move-
ment; gas directing means; suspension means interposed
between the gas directing means and the structure to
movably suspend the gas directing means beneath, and
adjacent to, the outboard boundary of the mouth; said
gas directing means having a gas control surface which is
shaped to direct gas expelled from the mouth generally
inboardly and which forms a movable extension of the
gutboard boundary of the mouth; and a control system to
move the gas directing means on its suspension means to
vary the position of the gas control surface relative to
said mouth and thus io variably control the direction of
flow of the propulsive gas expelled from the mouth; the
control system comprising the biasing means associated
with the rotor to bias it to its neutral position and to
allow relative movement between the rotor and the body
structure, with consequent tilting of the rotor from its
neutral position and application of a gyro-couple to the
aircraft, when the aircraft acquires a rotational velocity
about a turn axis lying normal to the spin axis; and a
link system between the rotor and the gas directing means
to operate the latter in response to tilt of the rotor from
its neutral position and in a manner determined by the
tilted position of the rofor; individual links of the system
being operatively coupled to correlated portions of the
gas directing means; the response of the link system to
tilt of the rotor causing operation of opposite peripheral
portions of the gas directing means lying adjacent to a
contro! plane which contains the position of the spin
axis corresponding to the neufral position of the rotor
and is advanced in the direction of rotation of the rotor
by a phase angle o relative to the plane containing the
positions of the spin axis corresponding to the neutral
and tilted positions of the rotor, the phase angle having
a value greater than 90°; operation of the gas directing
means as a result of a disturbance which imparts a
rotational velocity to the aircraft about a turn axis con-
trolling the flow characteristics of the propulsive gas dis-
charged from the mouth to apply a force to the aircraft
to reduce the divergence of the aircraft incident upon
said disturbance; the couple having a first component
proportional to cosine « and which cpposes and reduces
said gyro-couple and a second component proportional
to sine « which directly opposes said rotational velocity.
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