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Beginning with the start of the Second World War in
September 1939, virtually every following month brought
forth some improvement in the Allied and Axis war-
planes. It might be range, it might be load-carrying capa-

bility, or it might be increased armament, but combat aeronautics
were always grinding forward under the fearful pressure of warfare.

Of course, perhaps the biggest improvement was speed. The
fastest aircraft was usually also the winner in almost any form of
military activity — from reconnaissance to bombing.

So, how to get that extra speed? There really was no easy solu-
tion. A particular airframe could be streamlined as much as the
pressures of the war allowed. The slim frontal area of the 
V-12 motor certainly allowed for a reduction in drag, but the
brute horsepower of the new generation of massive radial
engines could not be discounted.

When Republic introduced the P-47 Thunderbolt, there were
those in the fighter community that derided its huge size and
rather “clunky” appearance. However, many changed their tune
when they saw what the aircraft could lug into the air and just
how fast the beast could get going — especially when pointed
slightly downhill.

The Pratt & Whitney R-2800 was a known quantity — it was
dependable, could be produced in huge numbers, and was capa-

ble of horsepower growth. However, there were bigger engines on
the horizon — the Wright R-3350 and the monstrous P&W 

With the Chrysler V-16 installed, the XP-47H certainly looked like nothing else in the sky. However,
performance was less than stellar. Rate of climb was 2800-fpm and because of the

turbosupercharger/intercooler set-up, a rate of climb of 2480-fpm could still be
achieved at 20,000-ft, which was exceptional.

The design could mean that the crankshaft would
become highly loaded if the power was taken from the
propeller end. Chrysler designers got around this by
having power taken from the middle of the engine,
thus placing the propeller reduction gear in a gap between two
V-8 cylinder banks and sending power to the front of the
engine through a very long extension shaft running below the
crankshaft. Numerous accessories were driven off the drive
shaft instead of the crank.

Briefly, a single overhead cam drove the two per cylinder
poppet valves, arranged at an angle to the piston in a hemi-
spherical cylinder head. The spark plug was arranged between
the valves. This configuration allowed for “cross-flow” scav-
enging of the charge, and had been used on various race and
performance car engines before the war. This became
Chrysler’s first “hemi” engine.

One of the big problems was the delivery of very high-
strength aluminum alloy from Alcoa and Chrysler got around
this through greatly increased production line quality control.

To give an idea of size, the Rolls-Royce
Griffon (roughly the same displacement)
was 77-inches long while the IV-2220
measured a stunning 122-inches. The
weight of the engine was not terrible and
the power-to-weight ratio was 1.03-hp/lb,
a competitive figure.

The IV-2220 was fitted with an
advanced liquid-cooled intercooler
located between the turbocharger and
supercharger with an aftercooler behind
the supercharger. This set-up allowed

the engine to have really
exceptional performance at
altitude since the IV-2220
could produce rated power
through 25,000-ft.

This was a not high-pri-
ority project and the first
XP-47H did not fly until 26

July 1945 — the second not until after Japan’s unconditional
surrender. Testing was on and off and the performance figures
were not encouraging. 

It appears that the best speed obtained by the XP-47H was
just 414-mph at 30,000-ft with 71-in Hg and 3400-rpm. It
should be noted that top-speed figures published over the years
vary widely and some of the figures were under 400-mph.

XP-47J “SUPERMAN”
The design of the XP-47J took a different course than the

XP-47H. The appearance of the superb Focke-Wulf Fw 190 and
the increasing weight of the Thunderbolt series caused concern
and Republic put forth a lightweight P-47 proposal on 22
November 1942. This led to the USAAF issuing a contract on
April Fool’s Day 1943 for two prototypes designated XP-47J.

The IV-2220-11/GE was rated at 2500-hp/3400-rpm/71-in
Hg at takeoff and this combination could be maintained at
25,000-ft.

R-4360 four-row radial. There were also numerous lesser
known, experimental powerplants and one of those was the
Chrysler XI-2220 — a liquid-cooled 16-cylinder, inverted-V
engine that in its first configuration could pump out 2500-hp —
a not inconsiderable amount. Also, given its inverted V config-
uration, there were advantages when it came to streamlining.

So, with this new powerplant what would be the best air-
frame for mating? USAAF officials at Wright Field reasoned the
Thunderbolt would be the perfect mate. By mid-1943, there
were all sorts of new “hyper” powerplants including the Wright
Tornado, Lycoming O-1230-A and XH-2470-1, Continental
XIV-1430-1, Menasco XIV-2040-1, P&W X-1800-SA2G, and
Miller L-610. It was an exciting time for development.

Two P-47D-15-RA airframes were selected from training
center at Orlando, Florida, and flown to the Evansville, Indiana,
Modification Center where design work and installation of the
complex powerplants was undertaken.

Designated XP-47H, they were strange looking beasts.
Regarding the engine, Chrysler had been studying an engine
capable of producing an initial 2500-hp with room for growth.
Instead of utilizing features such as sleeve valves that could
improve RPM, Chrysler engineers elected to utilize a larger
number of normal size cylinders to be placed as twin V-8s. This
created an extremely long profile and, as in any radical engine
design, there were problems — lots of them.

THESE TWO P-47 MODIFICATIONS WOULD LEAD 
TO ONE BECOMING THE FASTEST

PROPELLER-DRIVEN FIGHTER OF WWII

The unusual IV-2220.
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