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T H R O U G H B R I T I S H EYES 

Each flap is divided into an inboard and outboard p a r t ; 
the former consists of two port ions, which are capable.of 
simultaneous downward movement ( thus acting simply as 
a wing flap) or of opposite movements (acting as radiator 
flaps). The former motion takes place when the outer 
flaps are lowered. The la t ter motion is under the control 
of a thermosta t placed between the glycol header tank 
and the radiator . 

It will be noticed t ha t both the flap span and area are 
less for the 109F2 than for the 109E. 

The ailerons have been reduced in span and increased 
in chord from those of the 109E, the area, however, remain­
ing almost una l te red : the t ype has been changed from 
slotted to Frise. Two diagrams give sectional views of the 
two types of ailerons. 

The ailerons are fitted with small t abs for ground adjust­
ment only, as in the 109E. Ex te rna l mass balance weights 
are fitted as in the 109E, bu t the ailerons do not come 
down with the flaps. 
. j the leading edge slats are of ra ther less span than for the 

•rojE, bu t otherwise of similar design. 
A cantilever tailplane placed slightly below and for­

ward of the original position replaces the braced tai lplane 
of the 109E ; it remains adjustable in flight. The elevators 
of the Me 109F2 are now over mass-balanced ; a t zero 
elevator angle the residual weight moment for both ele­
vators abou t t h e hinge is of the order of 10 lb.-ft. tending to 
pull the elevators up . The elevators of the Me 109F1/2 , 
however, are identical with those of the 109E, both being 
approximately mass-balanced. The obvious difference be­
tween the two elevators is t ha t on the 109F2 the (lead) 
mass-balancing weight is screwed to the nose of the horn 
and can be easily detached, whereas on the 109F1/2 and. 
109E the weight is enclosed in the metal skin of the horn. 

The rudder area has been reduced from 8.1 to 7.5 sq. 
ft. The fin section has also been cambered (on the 109E 
the section was symmetrical) , presumably to reduce the 
amount of rudder needed on the climb. 

The original a rmamen t of the 109E is replaced by a 
15 mm. cannon firing down the airscrew shaft and two 
machine guns mounted in the usual position over the 
engine ; the only alteration from the 109E is, therefore, 
the omission of the wing guns. The fuselage seems to be 
the same as t h a t of the 109E, except t h a t external 
strengthening plates are screwed on to the sides of the 
fuselage near the rear as though to strengthen it in bending 
about the vertical axis. 

„ B r i e f P e r f o r m a n c e T e s t s o n a M e 1 0 9 F 1 / 2 
(DB 601N.) 

Brief performance tests on a Me 109F covered the fol­
lowing poin ts : — 

Determination of the full throt t le level speeds a t a 
series of heights from 5,000ft. to 27,500ft. 

Full throt t le part ial climbs a t 5,000ft. and 20,000ft. 
The result so far obtained indicate t ha t the max imum 

level speed is 371 m.p .h . T .A.S . ; it is obtained a t abou t 
22,000ft., a l though boost pressure s tar ts falling off a t 
19.000ft. The max imum rate of climb a t 5,000ft. is 3,320 
f t . /min. , and a t 20,000ft. is 2,370 ft. /m in . Full throt t le 
snd 2,600 engine r .p .m. were used throughout . 

All the above figures are applicable to the aircraft flying 
with its full service load, all-up weight 6,090 lb . , wing 
loading 35.2 l b . / s q . ft. 

D e s c r i p t i o n of t h e A i r c r a f t 

The Me 109F1 / 2 is a development of the Me 109E. The 
following are the more impor tan t differences between the 
two types which may affect performance: — 

^ The wing plan form has been modified ; t he wing tips 
^* are now rounded, with only slight changes in span and 

area. 
The radiators , which are in t h e same position as on 

the Me 109E, incorporate a boundary layer by -pas s ; th is 
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collects the boundary layer on the lower wing surface 
immediately ahead of the radiator , leads it round the 

-top of the radiator and discharges it a t the trailing edge. 
This has allowed the radiators to be sunk farther into 
the wing and they now project only abou t 2.5m. The 
oil and coolant radiator flaps are thermostat ical ly con­
trolled, bu t a pilot-controlled over-ride is provided to 
open the coolant radiator flaps. 

The tail wheel now retracts . 
The braced tailplane has been replaced by a cantilever 

tai lplane. 
The DB 601A engine installed in the Me 109E has 

been replaced by a D B 601N. The chief differences be­
tween the two engines is t ha t piston tops are now flat 
instead of concave ; the compression rat io has thereby 
been increased from 6.9 to 7.9. Bench tests show t h a t 
t h e sea-level B . H . P . of the D B 601N is 1,085, compared 
wi th 985 for the D B 601A. 

The air intake to the supercharge has been redesigned. 
The entry is farther out from the side of the fuselage 
than on the Me 109E, probably in order to obta in a 
greater ram effect. 

The airscrew diameter has been reduced from 10.2ft. 
to 9.7ft., and the d iameter of the spinner has been 
increased. 
Tne petrol capaci ty of abou t 80 gallons is slightly less 

than t h a t of the 109E. Provision is made to carry a jet t i -
sonable t ank slung under the fuselage. 

The airscrew has now been fitted with a constant-speed 
uni t of novel design. The r .p .m. a t which t h e airscrew 
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is controlled depend on the position of the throt t le lever. 
With the throt t le lever fully forward the unit is set to 
iontrol a t 2,600 r .p .m. ; when the throt t le lever is moved 
back the r .p .m. automatically fall an appropriate amount . 

The constant-speed unit can be cut out by the pilot and 
the airscrew pitch controlled in the same way as on the 
Me 109E. 

The norma] service load of the aeroplane with two M.G.17 
machine-guns firing through the airscrew and one M.G.151 
Tiring 20-mm. ammuni t ion is 6,090 lb . The aeroplane was 
flown a t this loading, which is about 500 lb. heavier than 
that of the Me 109E. The wing area of the Me 109F is 
173 sq. ft., giving a wing-loadjng of 35.2 l b . / s q . ft., com­
pared with 32.1 lb. / sq . ft. for the Me 109E. 

Photographs of the aeroplane and of the radiator, with 
the flaps in their closed and open positions, are a t tached. 

P r o g r a m m e of Tes t s 
The programme of tests covered the following po in t s : — 
Determinat ion of the position error curve. 
Measurement of full-throttle level speeds a t 2,600 engine 

r .p .m. a t heights from 5,000ft. to 27,500ft. 
Par t ia l climbs a t 5,000ft. and 20,000ft. a t full throt t le 

2,600 engine r.p.m. 
The following table gives the l imitations of the D B 601N 

engine: — 

• 

5 minutes 
30 minutes 
Continuous 

Boost Ata. 

I-34-M 
!-3 
1.2 

r.p.m. 

2,600 
2,400 
2,300 

At full throt t le the boost on the engine used was con­
trolled a t 1.36 a ta . The tests were done a t full throt t le 
a t 2,600 engine r .p .m. 

All the results were corrected to t h e take-off weight, 
6,090 lb. 

Resul t s 
Position error curve.—The aircraft was t imed a t various 

speeds over a 7^ miles speed course in order to establish 
the position error. 

Level Speeds-—The full-throttle level speeds and the 
corresponding boost pressures a t 2,600 engine r .p .m. are 
thown plotted against height in the chart . The engine was 
allowed to cool between each level so t h a t the thermostatic­
ally controlled radiator flaps would be closed. 

Speeds were corrected on the density basis and boost on 
the half-and-half basis above the supercharged height. 
Below this height both were corrected on the pressure basis. 

The maximum level speed with radiator flaps fully closed 
is 371 m.p .h . a t about 22,000ft. 

An interesting feature is t h a t whereas the full-throttle 
height as indicated by boost pressure is 19,000ft., t he maxi­
mum level speed is obtained a t about 22,000ft. This 
phenomenon was also observed on the Me n o . Discus^jca 
of this apparen t anomaly is deferred unti l the DB.601 
engine has been tested on the a l t i tude test-bed. 

Partial Cl imbs 
Part ial climbs were done a t 5,000ft. and 20,000ft. The 

rates of climb are shown plotted against E .A .S . in a graph 
The climbs were done a t full thrott le a t 2,600 engine r.p.m 
and have been corrected to the normal load of 6,090 lb. 

At 5,000ft. the maximum rate of climb is 3,320 f t . /min. 
a t 165 m.p .h . E .A.S . , the boost pressure being 1.36 ata. 
At 20,000ft. the maximum rate of climb is 2,370 f t . /min. 
at 165 m.p .h . E .A.S . , the boost pressure being 121 ata . 

The ra te of climb of the Me 109F a t 20,000ft. seems 
ra ther low in view of its reputed ceiling of about 40,000ft. 
It should be borne in mind, however, t h a t the engine gave 
trouble and t ha t the results contained in this note merely 
represent the best obtained under test . They do, how­
ever, give a useful guide to the minimum performance of 
the aircraft. 

LORD TRENCHARD ON AIR POWER 
'Air Must Dominate Strategy. 

VISCOUNT T R E N C H A R D made a very impor tant 
speech in the House of Lords on Thursday, J anua ry 
29th. He began by welcoming Lord Moyne's state­

ment tha t in Russia, Britain and the Middle Eas t we well 
knew tha t the key to success lay in the balance of air 
power. He regretted t ha t in this war air power has often 
been used wrongly or not used a t all. One reason for our 
setback in the Pacific was t h a t 15 or r6 years ago the 
Government would not agree to make Singapore an air base 
in peace t ime. The Army and Navy only wanted aircraft 
t o spot 'for the big guns ; t he Air Service wanted to make it 
an air base as the best defence, and as it had possibilities of 
a great air offence from tha t base. 

Lord Trenchard went on to s ta te certain facts which 
governed, and would always govern, the use of air power 
in war. They were of pa ramount importance bu t were 
still imperfectly understood by many critics. He thought 
t h a t most ol the public felt t ha t our setbacks in Norway, 
Greece and Crete were due to the air, and t h a t the Ger­
mans used their air more efficiently than we did. The 
same was felt by many as regards Malaya. 

To sum up , tne setbacks and victories on both sides in 
this war had been due chiefly to air power. The Army, 
and the Navy in narrow waters, could not fight success­
fully without air cover, without air support , and without 
air superiority. Short-range fighters were always—and 
always would be—superior to long-range aircraft. The 
geographical position affected the air force more than it 

affected the other services. We must choose, as far as 
possible, our batt leground. 

If those vitally impor tan t considerations were overlooke'iH* 
or ignored it was no earthly use blaming the R . A . F . for 
lack of co-operation, bad organisation, or anyth ing else. 
Of course, the Royal Air Force authorit ies must draw 
at tent ion in Council to those factors when knowledge of 
them appeared to be lacking. B u t if, after making clear 
the facts—and they were facts which were universally 
recognised as fundamental by the Royal Air Force—their 
advice or warnings were not followed, then the true 
responsibility must rest elsewhere. 

If their lordships believed what he had said, and tie 
believed t ha t nobody who was well informed could deny it, 
and if it was recognised by all, then it mean t t h a t air must 
dominate strategy. He did not mean t h a t air could win 
the war wi thout the Army and the Navy . I t could not, 
but it mus t dominate strategy. He asked their lordships 
to influence all with whom they came in contact to under­
s tand these very simple- facts, because on them bore the 
successful conclusion of this war. 

ADVERTISED G O O D S 
THE fact that goods made of raw materials in short supply owing'. 

to war conditions are advertised in this journal should not be ; 
taken as an indication thai they are necessarily available for export. \ 


