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Heinkel He 162A-2, Werke Nr.
120074, flown by Oberleutnant
Demuth, Staffelkapitan of 3/JG
1; Leck, Germany, April-May
1945.
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The Heinkel He 162

Only known flying view of a Heinkel He 162A, apparently of JG 1.

The fame of the Heinkel 162 single-jet fighter cannot
be attributed to its operational exploits or even to its
radical form of powerplant. Its main claim to fame
was the phenomenally short period that elapsed from
Its conception to the appearance of the first prototype
—just under three months.

The He 162 was born of necessity—necessity to
produce an aircraft with the performance of the
Me 262 twin-jet fighter, but costing less, using one
engine and non-essential materials; and to be of such
simple design that it could be produced quickly by
semi-skilled labour. The fighter would, it was hoped,
be only an interim measure pending the introduction
of a much more advanced fighter powered by the
new HeS 011 turbojet.

The specification for the *“ Volksjdager™ or “People’s
Fighter'’, as the design was popularly known, was
iIssued on the 8th September 1944. It called for:—

“A design to make use of existing aircraft com-

ponents, only the barest essentials to be carried in

the way of equipment. The power to be supplied
by a B.M.W. 003 turbojet rated at 1,760 Ibs.
static thrust.
Top speed to be 750 km/hr. (466 m.p.h.).
Endurance of not less than 20 minutes at sea level.
Gross weight not more than 2,000 kg. (4,400 1bs.).
Wing loading not more than 200 kg./m2 (40
Ibs./sq. ft.).

The aircraft to be regarded as a “‘piece of con-
sumer goods™” and to be ready by 1st January 1945,

The production of such qualities as were called for
by the specification was no easy task, but seven
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companies were invited to produce designs. These
were Arado, Blohm und Voss, Fieseler, Focke Wullf,
Heinkel, Junkers and Messerschmitt—although the
latter refused point blank to participate. Of the
remaining companies, only Heinkels had previous
experience of jet designs, their He 178 and He 280
being respectively the world’s first jet aircraft and the
world’s first jet fighter.

Initially the Heinkel project was designated P.1073
by its design team headed by the Chief Project
Engineer, Siegfried Gunther and the Chief Designer,
Schwarzler. Taking into consideration the problems
of air intake and ducting encountered with their
previous He 178 design, it was decided to mount the
engine outside the fuselage rather than internally.
As only one engine was to be used, there were only
two places it could be mounted ; either above or below
the fuselage. Because of undercarriage difficulties and
the fact that the turbojet would be the first thing to
suffer damage in a belly landing, the obvious choice
was to mount the power unit above the fuselage.
This installation was to prove advantageous in many
ways, 1t was easy to maintain or replace the engine
and 1t left the wings and fuselage clean for the instal-
lation of components without cramping.

On 15th September a conference was held to finalise
the choice of design, and those produced by Blohm
und Voss and Heinkel were adjudged the best. The
Blohm und Voss P.211 was only abandoned on 30th
September after much recrimination and two further
conferences. Meanwhile, on 23rd September, the
final design work was completed, and a small mock-up
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The prototype He 162 V-1 **Spatz”, this ill-fated aircraft crashed following an in-flight failure of the starboard wing during its second

flight.

of the development aircraft inspected by Generalstabs
Ing. Lucht together with other officials and tech-
nicians of the Luftwaffe and R.L.M.

Following the acceptance of the design, a contract
was awarded for the production of 1,000 machines
per month. Production of the initial prototypes was
undertaken at Heinkel’'s Vienna/Schwechat factory
and the He 162 VI had to be ready for flight testing by
Ist December. A further stipulation was that mass
production had to begin on Ist January 1945.
Heinkels had originally intended to use the designa-
tion “He 500" for the aircraft, but this was turned
down by the R.L.M. Technical Department (Depart-
ment C) and the designation He 162 used. This was
In fact one of the few cases in which an aircraft
designation was duplicated by the R.L.M., the
previous 8-162 being the Messerschmitt Bf 162 Jaguar,
a fighter-bomber version of the Bf 110.
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October 30th, 1944 was the deadline for all develop-
ment work to be completed—after then all efforts were
to be concentrated on production. On the 29th, one
day before the deadline, all blueprints and drawings
were allocated to the workshops and production
initiated. The basic structure of the He 162 comprised
a monocoque fuselage of light metal with a wooden
nose cone—produced in a *“‘finished state”” with no
further machining necessary; wings and all moving
surfaces of wood: a fuel tank moulded integrally into
the mainplane and specially impregnated to make it
fuel-tight; and a tail unit of mixed construction of
wood and metal. The aircraft had a tricycle under-
carriage, the main wheels retracting by hydraulics but
lowered by springs which were compressed when the
wheels were originally retracted.

FIRST FLIGHTS, FIRST TRAGEDY
The maiden flight of the He 162 VI *Spatz”

(Bcluw_ and facing page) Werke Nr. 120222, “*white 23" of JG I is probably the most photographed He 162 of all. An A-2 model, the
aircraft was shipped to the United States and tested at both Freeman Field and Wright-Patterson A.F.B. before being crated at the

Smithsonian Institute in Washington.
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I'he subject of the five-aspect painting on p.2, this aircraft is seen on the Luftwaffe field at Leck; it was the machine of the Staffel-

kapitan of 3/JG 1, Oberleutnant Demuth.

(Sparrow) took place on the 6th December 1944 at
Vienna/Schwechat airfield. The machine was flown
by Heinkel's chief test pilot, Flugkapitin Peter.
The initial flight was brief, lasting only twelve minutes.
but the aircraft behaved just as expected except that
one of the main wheel doors was torn off by slip-
stream—the cause being attributed to defective
bonding. Four days later the official maiden flight
took place before many officials from the Luftwaffe
and Air Ministry.

After a briet demonstration flight, Peter brought
the aircraft in low across the field at very high speed.
As the aircraft approached the spectators, the star-
board leading edge split, the aileron and wing tip
tore away and the machine completed several quick
rolls before crashing on the airfield perimeter. The
cause of the crash was again attributed to defective
bonding of the wooden parts. After the first incident
both Peter (who was killed in the crash) and Heinkel
had requested that the demonstration flight be delayed
whilst a thorough examination was made of the
prototype, but their protests had fallen on deaf ears.

In spite of the accident work continued, and three
more prototypes, the He 162 V2, V3 and V4 were
flight tested together with the thirty-one He 162A-0O
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pre-production machines in December 1944 and
January and February 1945 (see production table).

Throughout the test programme the He 162 was
compared with the aircraft it was designed to replace,
the Me 262. It was during these tests_that several
modifications to the design were originated by R.L.M.
engineers working at Rechlin. It was found that the
machine lacked lateral stability, was sluggish on the
controls and had a very high ratio between rolling
and yawing. To increase the lateral stability and
lower the R and Y ratio, two suggestions were put
forward; either lengthen the fuselage or enlarge the
tail fins. The latter method was chosen and resulted
In a 307, increase in stability and a reduction in the
R and Y ratio from 24 to 175 at 8,500 ft. This
brought the machine on a par with both the Me 262
and Ar 234 which were also being tested at Rechlin
during this time.

The He 162’s other main vice was its tendency to
tip stall. Three suggestions were put forward to cure
this trouble, and in the event, all three had to be
implemented. These were:—

I. The wingtips to be extended some nine inches

and bent downwards at an angle of 55 degrees.

2. The wing root to be turned up to cause a stall







