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1, Summary.

The results of tests to detocrmine the aftmost acceptable centre of gravity
position on the Corsair F. Mk,II were reported in the st part of this revort,
The present report gives comments on the layout of the cockpit and on the hardling
characteristics which were not covsred by the previous roport.

A full report on the Corsair F. Mk.I waskgiven in the 6th part of Report
No., A.& A.E.E./B14, The ¥k.I and }ik.IT wero similar in behaviour. The prosent
roport is mainly confinod to the differenees ‘betweon the two.
relevant tol tests mado.

2. Condition of aireraft

2.1, General. The principal external foatures of the aircraft which were common
to both JT.259 and JT .257 were:<

The wing span waasreduced by 1'6" comparcd with the Corsair I, by fitting
modified wing tipes
3 x 0.5 inch gung in each wing with muzzles and ejection chutes sealad.
Intekes fopsgngZino, oil cooler and intorcoolor in leading edgo of wing.
Windscroen dnd sliding hood modified from those on Corsair I aircraft.
Theagch grh shovn in the photographs attached to the lst Part of this Report.
3 atub oxhausts on cach side of engine forward of wing,
Hhrblﬁaa mast forward of cockpit with acrial,
| 1.P.F. serials botween fuselage and tailplano.
~Retractable tailwheel,
b 8 _M__Arrr:a‘tclr hook &t teil.

In addition JT.257 had air scoops on each side and an oxtractor under the
Tuselage, fitted in connection with carbon monoxide contamination tegts.

Details of the internal layout of the cockpit wherc this differs from that
on the Corsair I, are given in para, 4.

2.2, Weights and loading deta. JY.259 was flown at the following loadings:-

Weight | CG posn, ins ait of the horizontal
1b. referonce line
With u/c down With w/c up
) 10,325 96,3 97.6
(v) 11,880 100.2 101, 3
() 12,070 101,2 102,3

/loading
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Loading (B) is that obtained when the a@rcraft is ?arrying the thrt range
fighter load. The practical centre of gravity range with undarca?rlagg dovn isa
from 96.5 inches to 100.2 inches aft of the horizontal reference line or 101,2
inches including the 1% S,M.C. aft extension, Thus the above three loadings
correspond approximately to the forward, aft and extended aft limits of the range.

JT.257 was flown at the following loading:

! CG position. ins aft of the

]
Weight 1b. | horizontal reference line
With uw/c down| With u/e up
(d) 11,870 i 100.1 ; 101.2

i.e. at the short rango fightor load.

3, 5S8ope of tests. A,

The tests on JT.259 covered layout of cockpit and the handling qugi¢tigﬁ on
the ground and in the air. ™"

Night flying trials werc made on JT.257.

4, Results of tests.

4,1, Cockpit layout. The cockpit layout was similar’to that on the Corsair I

apart from the follpwing pointa: ~ o

%,

(a) Seatin. position and hood. The scat has boen raised compared with the
Mk.I and moved forward slightly. At the same pimo tho windscreen has been raised
and thc hood shape also modificd, It is obvious that some improvement in view
forward must -have resulted from these two chlanges, but tho improvement was not
very noticeable to the pilot. When taxying'it was not possible to sce directly
forward owing to the tail down attitude, “.The view forward and downward for landing
was still poor. o

Three rear view mirrors werg fittod inside tho hood, ono at the top and one
at sach sido, These gave some Wiew to the rear, but also added to the
obstructions to view forward causéd by tho thick members of tho hood and windscreon.

The view upwards and{to“the roar was considerably obstructed by a large meotal
panel at the top rear of\the hood, y &

The hood opargt;ng'lever was mounted on thoe forward framowork of the hood
on the left hand sido of the cockpit. Forward or backward pressure on this lever

raised the lockihl catches and the hood was thon freo to move. This arrangement
wos an improvement on that fitted on the Corsair I,

With\the hood open, thore was considerably moro draught in theo cockpit
than on the Mk,I, the aircraft was moro draughty than desirable cven at slow
speeds on the approach glide.

(b) Control column, The control column was sli_htly longer than on
the Corsair Mk.I owing to the raised and more forward position of the seat, the

cquivalent position of the control column relative t?¥ﬁ¥a pilot was similar to that
on the ik.I, and the comments made in the roport on/Mk.I still apply.

(e) Undercarrifgs cantrulllavur. ITha undercarriage control lever was
laced in the same position as on tho Ccruu}r I. An additional lock waas fitted
to tho lever to prevent in&d?artcpt retraction on the gruun#_ This consisted
£ a spring loaded metal strip which had to be held back whilst at the same time
zhaaknobLgi the lover was pulled out and the lever moved to the up position, This

was extrancly difficult to operate.
/(d)
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(d) Gill gontrol, The control lover for moving the engino cowli
wag longor than on tho Corsair I and operationwas as a rugigt eiﬁitgs

gie

(o) Cockpit illumination, The cockpit wa -
Ltolot lampa in tho GoOkpit. W0 faced formrd and illuminated the matn
instrument panel, and tho other two wors'low down on each side and illuminated
the trimmers and the main switchboard. The lighting of the instrument pancl
oas vory good. With the lamps dimmed as much as was possible, the lighti
was still rathor bright and likely to have an adverse offect on the Pilnt.l'-gE

night vigion.

The trimmefa, flap and undercarriage indicators wore all easil
starboard side, the luminous topsto the clectriznl switches were alioaszﬁiblaﬂn R
axceptlﬂﬁ,“h?re they werc ﬂbBﬂUrﬂﬁ_br gurt of the radic equipment, The resistances
for controlling the ultra-violet lighting werc completely obscured by this radio
equipment and this made control of tho lighting more difficult, .

In addition to the ultra-viclet lighting, nn ordin i i i

; . : g ery white light, hiBh U

on the panel, was pr?v1dud for illuminating tLﬂ chartboard, This ligﬂ; Yot 03 5
dazzle the pilot, whilst casting a shadow on the instrument pancl, \ *

During tests tho main cockpit light awitch wns inadvertently S 4 off,
This switch controls the 4 ultra-violet lights and also the white’light, On
switching on again, only thc white light came on. It was subscqudntly discovered |
that to make the ultra-violet lamps work, it was nocossary towturn the resistances
controlling the lights, full off, before ramaking tho cirewlt, and then to allow a
pericd for the lamps to warm up. It is considered that)this point should be
stressed in any instructions tc pilots as without thamyﬁtﬁn-viulat lights, there
is no illumination for the instrumecnt panecl. ot

3 LY
e Handling and flying qualities. Thpmﬁanﬂling gualities wore in genseral
the same as on the Corsair I (Scc 6th Part of (Roport No. A.& A.E.E./814). The
following additional comments arc mado. Inless otherwise stated tho comments
apply egually to all lcadings.

4,21, Takoc—off, stabilit .-ﬂuﬁtfol charncteristics and general.

manoeuvrcability<~ "4s on Corsair I,

4,92, Stalling chardet@ristics. Stalling spoced -
flaps and undercarrifge up 96 mph ASI
M I i down B3 mph ASI.

With flaps and undurcarfiuga gither up or down the stalling characteristics
were gimilar to thésd.on the uk,I, but the nosa and right wing dropped slightly

more sharply at the'stall,

4:23, Dives, At loading (b) the aireraft was dived at full throttle

to the limiting diving speed of 860 mph ASI. It was not possible to reach thia
without trimming intc' the dive, the control forco becoming cxcessive at
speadu-ﬁhﬁVG about 400 mph ASI, In addition, owing to the heaviness of the
slevator control, it was very difficult to increase the angle of dive once a
high speed had baeen ragched, To reach a speed of 460 mph ASI it was necessary
to, trim the aireraft nosc heavy as soon as the dive was entored and to push the
aireraft into a steep dive, Fven so the angle of dive tendod to decrease beforeo
the liwmiting speed was reasched. The aireraft was otherwiso stecady in the dive,
but all cuntrg%g wore very heavy and almost immovable at the limiting specd.

speed

On. relsasing tho control column, tho aireraft started to rocover guickly.
* With the aircraft partly trimmed into the divo, there wae no tondoncy for oxcessive
accolerations to be reached. At slower spoeds with tho aireraft trimmed into the
dive, n hoavy pull force wos roquirod to effect rocovery.

4.24. Approach and landing, Approach and landing were the samec
; —— : % = = ama o
the Coreair I, there boing little improvement in view, = E 8 on

I+ was roported on the Corsair I, that thera was a serics of 1 :
: ! ;| o lpud
from the rear of the fuselsge aftar touch down, It has been found thaiﬂﬁis

/was
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ful ; :
was caused by tho nudden,)ri]x%anslnn of tho tail
Tin.

to bo very sorious.

4,25, Night flying.

The aircraft was flown at night in connection with flame damping trials,
and with the moon in tho gacond quarter.
and Drem lights only.

night was clear except for amoke hazg,
The flights wore made using the adrfield boundary lights

Take—of f was straightforward.
was bad., The tail cams up quickly, huowever,
then obteined.

In flight

oleo as the tail lifted during the
Thus although the noise mada was alarming this feature is not considered

Theso tosts wero madc on JT.257 at loading (d).

The

With the tail down the view of the lights
and 2 satisfactory view was

tho handling characteristics wore antisfactory for night operation.

There wers no reflections of the flying instruments in the windscreen, but the

sliding hood reflocted the moon,

particularly when it was on the beam.

The framework of tho windscreen wag thick and caused considerable dﬁptfﬁﬂtiun

+o the view forward.
feflector sight, mounted
of the windscreen darker
g false horizon,

The approach to the landing strip was nade along a cu:fhd'ﬁath, and
this was done a reascnebly good view of thoe Dram lights was obtained.

wes straightforward but
forward was very bad and it was very
on the landing strip.

6. Conclusious.

This cbstruction was accentuated by the glass of" the
hi.h up on the armourcd glass, which made thotop half
to sce through and the bottom edge of the glass gave

provided
Landing

after touch dowm when the tail went down, the view
difficult to kcep the aircraft straight

The handling characteristics on tho Corsair II show no appreciabla

difforonce from those on the Corsair I.

The modified cockpit hood and raised scating position ﬁau effected little

improvement in the viow forward for.teke-off and landing,
remaine bead. .
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