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(54) Trailing edge shape of laminar-flow airfoil

(57) An upper wing surface (SU) of a laminar-flow
airfoil includes: a front profile portion (Cf) which has a
positive curvature radius, and which is provided to ex-
tend from a leading edge (E1) to a largest-thickness
point (Tu) located at a position corresponding to 38% of
a wing chord length (C). The front profile portion forms
a laminar-flow boundary layer. A central profile portion
has a positive curvature radius and is provided to extend
from the largest-thickness point to the vicinity of a posi-
tion corresponding to 90% of the wing chord length at
which a value obtained by dividing a thicknesswise dif-
ference (nt) between the position and the largest-thick-
ness point by a distance in a direction of the wing chord

from the largest-thickness point is equal to or smaller
than 0.12. The central profile portion forms a gentle
pressure gradient to suppress separation of the bound-
ary layer and a rear profile portion (Cr) has a negative
curvature radius which is provided to extend from the
vicinity of a position corresponding to 95% of the wing
chord length to the trailing edge. The rear profile portion
forming a pressure gradient is steeper than that formed
by the central profile portion to induce slight separation
of-the boundary layer, whereby a head-lowering pitch-
ing moment about an aerodynamic center is decreased.
Thus, it is possible to decrease an undesirable head-
lowering pitching moment, while maintaining an effect
of decreasing a drag on a laminar-flow airfoil.
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Description

BACKGROUND OF THE INVENTION

CROSS-REFERENCE TO RELATED APPLICATIONS

[0001] The present nonprovisional application claims
priority under 35 USC 119 to Japanese Patent Applica-
tion No. 2002-0170786 filed on June 12, 2002 the entire
contents thereof is hereby incorporated by reference.

FIELD OF THE INVENTION

[0002] The present invention relates to a novel trailing
edge shape of a laminar-flow airfoil, in which a head-
lowering pitching moment around an aerodynamic cent-
er, which is a problem peculiar to a laminar-flow airfoil,
is suppressed.

DESCRIPTION OF THE RELATED ART

[0003] A boundary layer on a surface of a main wing
of an airplane is a laminar-flow boundary layer at a lead-
ing edge, but changes from the laminar-flow boundary
layer to a turbulent-flow boundary layer toward a trailing
edge. A friction drag on the surface of the main wing is
smaller at the laminar-flow boundary layer than at the
turbulent-flow boundary layer. For this reason, in order
to decrease the drag on the main wing, it is desirable
that a transition point at which the laminar-flow boundary
layer changes to the turbulent-flow boundary flow is dis-
placed toward the trailing edge, to thereby extend the
region of the laminar-flow boundary layer as much as
possible.
[0004] A laminar-flow airfoil of "6-series" developed
by NACA in early 1940s can suppress the drag better
than the conventional laminar-flow airfoil. However,
when a portion of a wing surface in the vicinity of a lead-
ing edge is rough, the largest lift disadvantageously
tends to decrease largely, leading to a great problem
during takeoff or landing of the airplane.
[0005] Thereafter, NASA developed NLF(1)-0215F
and NLF(1)-0414F in 1977 and 1983, respectively.
These laminar-flow airfoils enables a reduction in the
drag, but have a problem of causing a large head-low-
ering pitching moment. Moreover, because these lami-
nar-flow airfoils are for use in a low-speed range, they
have a problem of causing drag-divergence phenome-
non at an early stage , of a subsonic speed range.
[0006] In HSNLF (1)-0213 developed by NASA in
1984 for use in a high subsonic speed range, a drag-
divergence phenomenon is difficult to generate, and a
head-lowering pitching moment is small. However, the
largest lift in a lower Reynolds number range is small
and the capacity of an inner-wing fuel tank is insufficient
because the wing thickness is about 13% of a wing
chord length, leading to a difficulty in ensuring mileage.
[0007] US Patent No. 4,858,852 and US Patent No.

5,318,249 disclose known airfoils having a feature in the
shape of a trailing edge.
[0008] In the airfoil disclosed in US Patent No.
4,858,852, a trailing edge of the airfoil for use in a tran-
sonic speed range is of a blunt shape having a thick-
ness, and the distance between an upper wing surface
and a lower wing surface diverge in the vicinity of the
trailing edge so that the wing thickness is increasing to-
ward the trailing edge, thereby providing an increase in
lift and a decrease in drag.
[0009] In the airfoil described in US Patent No.
5,318,249, a portion of each of an upper surface and a
lower surface of the airfoil for use in a transonic speed
range is largely curved downwardly in the vicinity of a
trailing edge, thereby preventing laminar-flow separa-
tion at an upper wing surface in the transonic speed
range.
[0010] Generally in a laminar-flow airfoil in which a
laminar-flow boundary layer region extends along to-
wards a trailing edge, a negative pressure on an upper
wing surface is also large at the trailing edge, so that
the trailing edge side lift accounts for a large proportion
in the entire wing lift. As a result, a head-lowering pitch-
ing moment about an aerodynamic center is disadvan-
tageously increased. In order to countervail the head-
lowering pitching moment, it is necessary to increase a
negative lift generated by a horizontal empennage. If the
negative lift generated by the horizontal empennage is
increased, the lift on the entire airplane is decreased and
the drag on the horizontal empennage is increased,
whereby the drag on the entire airplane is disadvanta-
geously increased. It is also necessary to increase the
area of the horizontal empennage and to increase the
moment arm extending from a gravity center position to
the horizontal empennage, disadvantageously leading
to further increases in the weight and drag.

SUMMARY AND OBJECTS OF THE INVENTION

[0011] Accordingly, it is an object of the present inven-
tion to decrease an undesirable head-lowering pitching
moment, while maintaining an effect of decreasing the
drag on a laminar-flow airfoil.
[0012] To achieve the above object, according to the
present invention, there is provided a trailing edge
shape of a laminar-flow airfoil comprising an upper wing
surface, a lower wing surface, a leading edge and a trail-
ing edge, wherein said upper wing surface includes: a
front profile portion which has a positive curvature radi-
us, and which is provided to extend from the leading
edge to a largest-thickness point located in a range of
30% to 50% of a wing chord length, the front profile por-
tion forming a laminar-flow boundary layer; a central
profile portion which has a positive curvature radius, and
which is provided to extend from the largest-thickness
point to the vicinity of a position corresponding to 90%
of the wing chord length at which a value obtained by
dividing a thicknesswise difference between the position
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and the largest-thickness point by a distance in a direc-
tion of a wing chord from the largest-thickness point is
equal to or smaller than 0.12, the central profile portion
forming a gentle pressure gradient to suppress separa-
tion of the boundary layer; and a rear profile portion Cr
which has a negative curvature radius or is rectilinear,
and which is provided to extend from the vicinity of a
position corresponding to 95% of the wing chord length
C to the trailing edge, the rear profile portion forming a
pressure gradient steeper than that formed by the cen-
tral profile portion to induce slight separation of the
boundary layer, whereby a head-lowering pitching mo-
ment about an aerodynamic center is decreased.
[0013] With the above arrangement, the largest-thick-
ness point at a rear end of the front profile portion on
the upper wing surface of the laminar-flow airfoil is es-
tablished at a position which corresponds to a range of
30% to 50% of the wing chord length and which is closer
to the leading edge than in the conventional laminar-flow
airfoil. Therefore, the pressure gradient in the central
profile portion extending from the largest-thickness
point toward the trailing edge is gentler than that in the
conventional laminar-flow airfoil, thereby stabilizing a
turbulent-flow boundary layer and suppressing the oc-
currence of the undesirable turbulent-flow boundary lay-
er separation to achieve an increase in lift and a de-
crease in drag. In addition, the rear profile portion which
has the negative curvature radius (or which is rectiline-
ar) is provided to extend from the position corresponding
to 95% of the wing chord length on the upper wing sur-
face to the trailing edge, thereby suddenly reducing the
speed of air flow at the rear profile portion, to positively
promote the turbulent-flow boundary layer separation.
As a result, it is possible to decrease the lift in the vicinity
of the trailing edge of the laminar-flow airfoil, to thereby
decrease the head-lowering pitching moment. Even if a
decrease in lift and an increase in drag due to the tur-
bulent-flow boundary layer separation are negligibly
small, the head-lowering pitching moment can be re-
markably decreased with such a slight decrease in lift,
because the distance from the aerodynamic center is
large in the vicinity of the trailing edge where the turbu-
lent-flow boundary layer separation occurs.
[0014] Further scope of applicability of the present in-
vention will become apparent from the detailed descrip-
tion given hereinafter. However, it should be understood
that the detailed description and specific examples,
while indicating preferred embodiments of the invention,
are given by way of illustration only, since various
changes and modifications within the spirit and scope
of the invention will become apparent to those skilled in
the art from this detailed description.

BRIEF DESCRIPTION OF THE DRAWINGS

[0015] The present invention will become more fully
understood from the detailed description given herein-
below and the accompanying drawings which are given

by way of illustration only, and thus are not limitative of
the present invention, and wherein:
[0016] Fig. 1 is a diagram showing a laminar-flow air-
foil according to the present invention;
[0017] Fig. 2 is an enlarged diagram of a portion indi-
cated by an arrow 2 in Fig. 1;
[0018] Fig. 3 is a diagram showing a theoretic design
pressure profile in the laminar-flow airfoil according to
the present invention;
[0019] Fig. 4 is a graph showing experimental values
and theoretic values for a characteristic of the pitching
moment coefficient Cm relative to a lift coefficient Cl;
[0020] Fig. 5 is an exploded sectional view of coupled
portions of a leading edge structure and a wing central
structure of a main wing;
[0021] Fig. 6 is an enlarged sectional view of the cou-
pled portions of the leading edge structure and the wing
central structure of the main wing; and
[0022] Fig. 7 is a graph showing the relationship be-
tween the sizes of steps on an upper wing surface and
the amounts ∆Cd of change in drag coefficient relative
to those in the positions of the steps.

DETAILED DESCRIPTION OF THE PREFERRED
EMBODIMENTS

[0023] The present invention will now be described by
way of a preferred embodiment with reference to the ac-
companying drawings.
[0024] Referring first to Fig. 1, the profile of a laminar-
flow airfoil according to the present embodiment is com-
prised of an upper wing surface Su, a lower wing surface
S1, a leading edge Et and a trailing edge Et. A largest-
thickness position Tu on the upper wing surface SU
measured from a cord line lies at a point corresponding
to 38% of a wing chord length C in the present embod-
iment, to form a laminar-flow boundary layer region. A
transition point TPu, at which the laminar-flow boundary
layer region changes to a turbulent-flow boundary layer
region, exists in the vicinity of the largest thickness po-
sition Tu. The transition point TPu lies near a position
corresponding to 42% of the wing chord length C. A larg-
est-thickness position T1 on the lower wing surface S1
measured from the cord line lies at a point correspond-
ing to 49% of the wing chord length C in the present
embodiment, to form a laminar-flow boundary layer re-
gion. A transition point TP1, at which the laminar-flow
boundary layer region changes to a turbulent-flow
boundary layer region, exists in the vicinity of the largest
thickness position T1. The transition point TP1 lies near
a position corresponding to 63% of the wing chord
length C.
[0025] The reason why the positions of the transition
points TPu and TP1 are determined to be "near" the po-
sitions in the wing chord length C is that they change
depending on flight conditions such as a Reynolds
number, a Mach number and a flight attitude.
[0026] In a conventional laminar-flow airfoil, e.g., a
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laminar-flow airfoil of NACA "6-series," the lengths of
laminar-flow boundary layer regions on an upper wing
surface Su and a lower wing surface S1 are generally
determined to be the same, and a position of the tran-
sition point is determined to be a point corresponding to
about 50% of a wing chord length C. On the other hand,
in the laminar-flow airfoil according to the present em-
bodiment, a stalling characteristic is improved by ad-
vancing the largest-thickness position Tu on the upper
wing surface Su to a position corresponding to 38% of
the wing chord length C, i.e., by advancing the position
of the transition point TPu associated with the largest-
thickness position Tu to the vicinity of a position corre-
sponding to 42% of the wing chord length C. Moreover,
an increase in drag because of the advanced position
of the transition point TPu on the upper wing surface Su
is compensated for by a decrease in drag provided by
retracting the largest-thickness position T1 on the lower
wing surface S1 to a position corresponding to 49% of
the wing chord length C, i.e., by retracting the position
of the transition point TP1 associated with the largest-
thickness position T1 to the vicinity of a position corre-
sponding to 63% of the wing chord length C.
[0027] A region from the leading edge E1 to the larg-
est-thickness position Tu on the upper wing surface Su
forms a front profile portion Cf which forms the laminar-
flow boundary layer. The front profile portion Cf has a
positive curvature radius, and is curved convexly out-
wardly.
[0028] A region from the largest-thickness position Tu
to the vicinity of a point corresponding to 90% of the wing
chord length C on the upper wing surface Su forms a
central profile portion Cc in the present invention. In the
central profile portion Cc, the turbulent-flow boundary
layer changed from the laminar-flow boundary layer is
developed. The central profile portion Cc has a positive
curvature radius, and is curved convexly outwards. In
the central profile portion Cc, however, a value (∆t/L)
obtained by dividing a thicknesswise difference ∆t be-
tween a front point in the central profile portion Cc (the
point of 38% corresponding to the largest-thickness po-
sition Tu) and a rear point in the central profile portion
Cc (the point of 90%) by a distance L in a direction of a
wing chord from the largest-thickness position Tu (the
position of 38% corresponding to the front point in the
central profile portion Cc) to the rear point in the central
profile portion Cc, is set to be equal to or smaller than
0.12. Namely, the central profile portion Cc is inclined
gently from the front point toward the rear point.
[0029] As a result, as can be seen from Fig. 3, the
pressure gradient-in the central profile portion Cc of the
upper wing surface Su is recovered gently from a neg-
ative pressure towards a positive pressure, so that the
turbulent-flow boundary layer on such a portion can be
stabilized and prevented from being separated, thereby
preventing a reduction in lift and an increase in drag. If
the largest-thickness position Tu is positioned more to
the rear than the above-described position in the lami-

nar-flow airfoil according to the present embodiment
and as a result the pressure gradient in the central pro-
file portion Cc becomes steep, the turbulent-flow bound-
ary layer may be unstable and accidentally separated
at any position in the central profile portion Cc, thereby
causing a reduction in lift and an increase in drag. Spe-
cifically, the closer the separation point becomes to the
leading edge E1, more significant the reduction in lift and
the increase in drag become.
[0030] As can be seen from Fig.2 which is an enlarged
diagram of a portion in the vicinity of the trailing edge Et
of the laminar-flow airfoil according to the present em-
bodiment, a rear profile portion Cr provided in an area
extending from the position corresponding to 90% of the
wing chord length C to the trailing edge Et has a negative
curvature radius, and is curved concavely outwards. As
can be seen from Fig. 3, the speed of an air flow is re-
duced suddenly in the rear profile portion Cr having the
negative curvature radius, whereby the pressure gradi-
ent in the portion Cr is steep to cause a sudden pressure
recovery from the negative pressure to the positive pres-
sure. Thus, the separation of the turbulent-flow bound-
ary layer is promoted in the vicinity of the rear profile
portion Cr, whereby the lift in the vicinity of the trailing
edge Et is decreased, so that a head-lowing pitching
moment about an aerodynamic center AC is decreased.
A moment arm from the aerodynamic center AC existing
at a position corresponding to 25% of the wing chord
length C to the trailing edge Et is longer, and hence even
if the lift in the vicinity of the trailing edge Et is decreased
slightly, the head-lowing pitching moment is decreased
remarkably.
[0031] When the head-lowing pitching moment is de-
creased in the above manner, a negative lift generated
by a horizontal empennage for maintaining a balance
around a pitching axis can be decreased. Thus, it is pos-
sible to prevent a decrease in the lift for the entire air-
plane due to the negative lift generated by the horizontal
empennage, and an increase in the drag on the horizon-
tal empennage which would otherwise increase the drag
on the entire airplane. Further, it is possible to eliminate
the need for increasing the moment arm from a gravity
center position to the horizontal empennage, thereby
avoiding an increase in weight and an increase in drag.
Moreover, the separation occurring at the rear profile
portion Cr is slight, so that a decrease in lift and an in-
crease in drag due to the separation do not matter.
[0032] Fig. 4 is a diagram for explaining an effect of
decreasing the head-lowering pitching moment. In Fig.
4, the circle indicates a value provided in an experiment
using an actual plane (under conditions of a Mach
number in a range of 0 .62 to 0.64 and a Reynolds
number in a range of 11.5 to 16.7 x 106); the square
indicates a value provided in an experiment using a tran-
sonic wind tunnel (under conditions of a Mach number
of 0.64 and a Reynolds number of 8 x 106) ; and the
triangle indicates a value in an experiment using the
same transonic wind tunnel (under conditions of a Mach
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number of 0.7 and a Reynolds number of 8 x 106). The
solid line and the broken line each indicate a theoretic
value provided by a technique (which will be referred
hereinafter to as MSES) which comprises a combination
of an Euler method and an en method and which is one
of analysis techniques for the airfoil in a high-speed
range with a shock wave and a drag divergence taken
into consideration. The solid line corresponds to a case
where the separation of the turbulent-flow boundary lay-
er in the vicinity of the rear profile portion Cr is taken into
consideration. The broken line corresponds to a case
where the separation of the turbulent-flow boundary lay-
er in the vicinity of the rear profile portion Cr is not taken
into consideration.
[0033] As apparent from Fig. 4, it is understood that
the results of the flight experiment and the wind tunnel
experiment coincide sufficiently with the theoretic value
in the MSES in which the separation of the turbulent-
flow boundary layer is taken into consideration, and that
the head-lowering pitching moment is remarkably de-
creased, as compared with the theoretic value in the
MSES in which the separation of the turbulent-flow
boundary layer is not taken into consideration.
[0034] The largest thickness of the laminar-flow airfoil
according to the present embodiment (the thickness of
the wing between the upper wing surface Su and the
lower wing surface S1) is 15% of the wing chord length
C, and hence the capacity of a fuel tank within the wing
can be increased sufficiently to ensure a required mile-
age.
[0035] As shown in Figs. 5 and 6, a main wing of an
airplane employing the laminar-flow airfoil according to
the present embodiment includes a leading edge struc-
ture 11 and a wing central structure 12, which are as-
sembled separately from each other. The leading edge
structure 11 includes a leading edge spar 13 having a
channel-shaped section, a plurality of ribs 14 coupled to
a front surface of the leading edge spar 13, and a skin
15 covering the leading edge spar 13 and the ribs 14.
The skin 15 and piano hinges 16 are fastened together
by rivets 17 to a rear upper portion of the leading edge
spar 13 facing the wing central structure 12.
[0036] The skin 15 and piano hinges 18 are fastened
together by rivets 19 to a rear lower portion of the leading
edge spar facing the wing central structure 12.
[0037] The wing central structure 12 includes a front
spar 20 having a channel-shaped section, a plurality of
ribs 21 coupled to a rear surface of the front spar 20,
and an upper skin 22 and a lower skin 23 covering the
front spar 20 and the ribs 21. The upper skin 22 and the
lower skin 23 are fastened by rivets 24 and 25 to the
front spar 20. Piano hinges 26 are fastened by rivets 27
to a front upper portion of the front spar 20 facing the
leading edge structure 11. Piano hinges 28 are fastened
by rivets 29 to a front lower portion of the front spar 20
facing the leading edge structure 11.
[0038] A rear surface of the leading edge structure 11
is abutted against a front surface of the wing central

structure 12, and pins 30 are inserted through the piano
hinges 16 and 18 of the leading edge structure 11 and
the corresponding piano hinges 26 and 28 of the wing
central structure 12, whereby the wing central structure
12 and the leading edge structure 11 are integrally cou-
pled to each other. At this time, it is unavoidable that a
small gap α and a small step β are generated between
a rear end of the skin 15 of the leading edge structure
11 and front ends of the upper skin 22 and the lower skin
23 of the wing central structure 12 due to an error in the
manufacture.
[0039] A graph in Fig. 7 shows the amounts ∆Cd of
change in drag coefficient, in the case where a step was
provided in the upper surface of the laminar-flow airfoil
according to the present embodiment. Specifically, a
flight test was carried out using a real airplane with steps
having different heights provided at positions corre-
sponding to 10% and 20% of the wing chord length C in
the upper surface of the main wing of the real airplane,
wherein amounts ∆Cd of change in the drag coefficient
were calculated by comparison with that in a case where
no step was provided. For example, when the step is
0.19 mm, it can be seen that the amount ∆Cd of change
in drag coefficient in the case where the step was pro-
vided at the position corresponding to 10% of the wing
chord length C is about 30 counts in a range of a Rey-
nolds number smaller than 13 x 106, while the amount
∆Cd of change in drag coefficient in the case where the
step was provided at the position corresponding to 20%
of the wing chord length C is about 3 counts which is
one tenth of the 30 counts in the range of a Reynolds
number smaller than 13 x 106. That is, the influence of
the step is dramatically reduced. When the Reynolds
number is 13.5 x 106, the effect is somewhat reduced,
but the amount ∆Cd of change in drag coefficient in the
case where the step was provided at the position corre-
sponding to 20% of the wing chord length C is remark-
ably decreased to 7 counts from 30 counts shown in the
case where the step was provided at the position corre-
sponding to 10% of the wing chord length C.
[0040] As described above, in the case where the
laminar-flow airfoil according to the present embodi-
ment is employed, if the step is disposed at the position
corresponding to 20% of the wing chord length C, an
increase in drag can be minimized. Therefore, it is pos-
sible to minimize an increase in drag due to the gap α
and the step β by disposing coupled portions between
the leading edge structure 11 and the wing central struc-
ture 12, in which the generation of the gap α and the
step β are unavoidable, at the position corresponding to
20% of the wing chord length C.
[0041] Although the embodiment of the present inven-
tion has been described in detail, it will be understood
that the present invention is not limited to the above-
described embodiment, and various modifications in de-
sign may be made without departing from the spirit and
scope of the invention defined in the claims.
[0042] For example, the rear profile portion Cr has the
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negative curvature radius in the embodiment, but may
be rectilinear.
[0043] In addition, the largest-thickness position Tu
on the upper wing surface Su is established at the po-
sition corresponding to 38% of the wing chord length C
in the embodiment, but may be established between a
position corresponding to 30% of the wing chord length
C and a position corresponding to 50% of the wing chord
length C.
[0044] Further, even in an already existing airfoil
which is not included in the present invention, a similar
effect can be expected, if such an airfoil is improved into
an airfoil included in the present invention by providing
a padding on a surface of a wing having the airfoil or by
grinding such a surface.
[0045] The invention being thus described, it will be
obvious that the same may be varied in many ways.
Such variations are not to be regarded as a departure
from the spirit and scope of the invention, and all such
modifications as would be obvious to one skilled in the
art are intended to be included within the scope of the
following claims.

An upper wing surface of a laminar-flow airfoil in-
cludes: a front profile portion which has a positive cur-
vature radius, and which is provided to extend from a
leading edge to a largest-thickness point located at a
position corresponding to 38% of a wing chord length.
The front profile portion forms a laminar-flow boundary
layer. A central profile portion has a positive curvature
radius and is provided to extend from the largest-thick-
ness point to the vicinity of a position corresponding to
90% of the wing chord length at which a value obtained
by dividing a thicknesswise difference between the po-
sition and the largest-thickness point by a distance in a
direction of the wing chord from the largest-thickness
point is equal to or smaller than 0.12. The central profile
portion forms a gentle pressure gradient to suppress
separation of the boundary layer and a rear profile por-
tion has a negative curvature radius which is provided
to extend from the vicinity of a position corresponding
to 95% of the wing chord length to the trailing edge. The
rear profile portion forming a pressure gradient is steep-
er than that formed by the central profile portion to in-
duce slight separation of the boundary layer, whereby a
head-lowering pitching moment about an aerodynamic
center is decreased. Thus, it is possible to decrease an
undesirable head-lowering pitching moment, while
maintaining an effect of decreasing a drag on a laminar-
flow airfoil.

Claims

1. A trailing edge shape of a laminar-flow airfoil com-
prising:

an upper wing surface, a lower wing surface, a
leading edge and a trailing edge, wherein said

upper wing surface includes:

a front profile portion which has a positive
curvature radius, and which is provided to
extend from the leading edge to a largest-
thickness point located in a range of 30%
to 50% of a wing chord length, the front pro-
file portion forming a laminar-flow bounda-
ry layer;
a central profile portion which has a posi-
tive curvature radius, and which is provided
to extend from the largest-thickness point
to the vicinity of a position corresponding
to approximately 90% of the wing chord
length at which a value obtained by dividing
a thicknesswise difference between the
position and the largest-thickness point by
a distance in a direction of a wing chord
from the largest-thickness point is equal to
or smaller than 0.12, the central profile por-
tion forming a gentle pressure gradient to
suppress separation of the boundary layer;
and
a rear profile portion which has a negative
curvature radius, and which is provided to
extend from the vicinity of a position corre-
sponding to approximately 95% of the wing
chord length to the trailing edge, the rear
profile portion forming a pressure gradient
steeper than that formed by the central pro-
file portion to induce slight separation of the
boundary layer, whereby a head-lowering
pitching moment about an aerodynamic
center is decreased.

2. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 1, wherein the largest-thickness
point is approximately 38% of the wing chord length.

3. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 1, and further including a transition
point at which the laminar-flow boundary layer re-
gion changes to a turbulent-flow boundary layer re-
gion.

4. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 3, wherein the transition point is ap-
proximately 42% of the wing chord length.

5. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 1, and further including a largest-
thickness position disposed on the lower wing sur-
face for forming a laminar-flow boundary layer re-
gion.

6. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 5, wherein the largest-thickness
position disposed on the lower wing surface is ap-
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proximately 49% of the wing chord length.

7. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 5, and further including a transition
point disposed on the lower wing surface at which
the laminar-flow boundary layer region changes to
a turbulent-flow boundary layer regions.

8. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 7, wherein the transition point dis-
posed on the lower wing surface is approximately
63% of the wing chord length.

9. A trailing edge shape of a laminar-flow airfoil com-
prising:

an upper wing surface, a lower wing surface, a
leading edge and a trailing edge, wherein said
upper wing surface includes:

a front profile portion which has a positive
curvature radius, and which is provided to
extend from the leading edge to a largest-
thickness point located in a range of 30%
to 50% of a wing chord length, the front pro-
file portion forming a laminar-flow bounda-
ry layer;
a central profile portion which has a posi-
tive curvature radius, and which is provided
to extend from the largest-thickness point
to the vicinity of a position corresponding
to approximately 90% of the wing chord
length at which a value obtained by dividing
a thicknesswise difference between the
position and the largest-thickness point by
a distance in a direction of a wing chord
from the largest-thickness point is equal to
or smaller than 0.12, the central profile por-
tion forming a gentle pressure gradient to
suppress separation of the boundary layer;
and
a rear profile portion which is rectilinear,
and which is provided to extend from the
vicinity of a position corresponding to ap-
proximately 95% of the wing chord length
to the trailing edge, the rear profile portion
forming a pressure gradient steeper than
that formed by the central profile portion to
induce slight separation of the boundary
layer, whereby a head-lowering pitching
moment about an aerodynamic center is
decreased.

10. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 9, wherein the largest-thickness
point is approximately 38% of the wing chord length.

11. The trailing edge shape of a laminar-flow airfoil ac-

cording to claim 9, and further including a transition
point at which the laminar-flow boundary layer re-
gion changes to a turbulent-flow boundary layer re-
gion.

12. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 11, wherein the transition point is
approximately 42% of the wing chord length.

13. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 9, and further including a largest-
thickness position disposed on the lower wing sur-
face for forming a laminar-flow boundary layer re-
gion.

14. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 13, wherein the largest-thickness
position disposed on the lower wing surface is ap-
proximately 49% of the wing chord length.

15. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 13, and further including a transi-
tion point disposed on the lower wing surface at
which the laminar-flow boundary layer region
changes to a turbulent-flow boundary layer regions.

16. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 15, wherein the transition point dis-
posed on the lower wing surface is approximately
63% of the wing chord length.

17. A trailing edge shape of a laminar-flow airfoil com-
prising:

an upper wing surface, a lower wing surface, a
leading edge and a trailing edge, wherein said
upper wing surface includes:

a front profile portion which has a positive
curvature radius, and which is provided to
extend from the leading edge to a largest-
thickness point located in a range of 30%
to 50% of a wing chord length, the front pro-
file portion forming a laminar-flow bounda-
ry layer;
a central profile portion which has a posi-
tive curvature radius, and which is provided
to extend from the largest-thickness point
to the trailing edge of the wing chord length
at which a value obtained by dividing a
thicknesswise difference (∆t) between the
position and the largest-thickness point by
a distance in a direction of a wing chord
from the largest-thickness point is equal to
or smaller than a predetermined number,
the central profile portion forming a gentle
pressure gradient to suppress separation
of the boundary layer; and
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a rear profile portion which has a negative
curvature radius or is rectilinear, and which
is provided to extend from the vicinity of a
position adjacent to the trailing edge of the
wing chord length to the trailing edge, the
rear profile portion forming a pressure gra-
dient steeper than that formed by the cen-
tral profile portion to induce slight separa-
tion of the boundary layer, whereby a head-
lowering pitching moment about an aero-
dynamic center is decreased.

18. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 17, wherein the largest-thickness
point is equal to or smaller than 0.12.

19. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 17, wherein the central profile por-
tion extends to the vicinity of a position correspond-
ing to approximately 90% of the wing chord length.

20. The trailing edge shape of a laminar-flow airfoil ac-
cording to claim 17, wherein the rear profile portion
extends to a position corresponding to approxi-
mately 95% of the wing chord length.
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