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YVAMPIRE F.BS & F.B.Y
PILODTS EXTERNAL AND INTERNAL CHECK LIST

(Excluding checks of operational equipnent)

ETEM
External checks

CHECE

p

Start at the port side of the nose

FTENM

CHECHK

Starboard aiferon Condition of

atleron and
servo tab

and work clockwise around the

aireraft. External lock

. removed
Secure

Fuselage under-

side panel Condition

Al brake

- - Slaps onditic
Gun nose panel - Secure Flaps Condition
T - . s . - dTe
— o s TV et~
{amera access Secure Lh?:‘.l:;i:l[]d]#i;);tl Condition
R o AL
hanel on hight
t . (undar jet pipe)
Nose whee Extension of SR 2
Nose wheel :“~ 1‘-"" ol Engine top and  Secure
Ole i
) O . bottom  panels
Condition ot { T
~door Jet pipe Blanking plate
Iyre for cuts removed
and creep - - ek
\/411\)'1 ('reﬁ. Starbourd  fin Condition
St - and rudder Fxternal lock
removed

Fuselage under-  Secure

side panei

Starboard Locked
ammunition

door

Engine air intake Cover removed

Condition ol top
and bottom
surfuaces

Inner and outer
fuel tank caps
secure

Starboard
mainplane

Ground safety
lock removed
Condition of
door-
Extension df
. oleo leg
BraKe lead
secure
Tyre for cuts
and creep
Valve free

Starboard
undercarriage

Drop tank (if Secure

fitted) Filler cap
secure
L F.F aeral Secure

Starboard navi-
gation light

Tailplune

Port fin and
rudder

Flaps
Adr brake

Port atleron

VOH.F. aenal

Condition of
rubber skid

Condition of
tailplane.
elevator and
trim tab

Bxternal lock
removed

Security of
mass balances

Condition

Pressure-head
cover

External lock
removed

Condition of
rubber skid

Condition of
navigation
light

Condition
Condition

Condition of
aileron and
servo tab

External lock
removed

Secure

removed



ITEM
Port navigation
light .
Port mainplane

CHECK
Condition

Condition of
top and
botton

* surfaces

Tnner and outer

7

Drop tank
(it fitted)

Port under-
carriage

Engine air intake
Fuselage tank

Port ammuni-
tion door

Windscreen
and canopy

Internal checks
Footstep

Flying controls

Cockpit checks

fuel tank caps
secure

s

Secure

Filler cap

secure
Ground safety
lock removed
Condition of
~ door
Extension of
oleo leg
Brake lead
secure
Tyre for cuts
and creep
Valve free
Cover removed
Cap secure
Locked

Canopy secure
Absence of
cracks

Retracted
Caontrol locks
removed
Controls for
freedom

(Work from left to'right.)

Crowbar
Drop tanks/

bomb carriers

jettison lever

Ground/Flight
switch

Windscreen and
canopy de-
niisting cock
(if ftted)

Cockpit pressure
control  wheel
(F.B.9)

Stowed
Fully down

FLIGHT

OFF

OFF

~J

FAEng
Cockpit emer-
gency lamp
Caockpit lighting
Undercarriage
emergency
retraction
switeh
Undercurriage
selector lever
Flap selector
lever
Air brakes
selector lever
HL.P. fuel cock
L.P. fuel cock
Throttle [riction
adjuster
Elevator
trimmer
Y.oHLF.
Undercarriage
indicator

controller

Hydraulic hand
pump

Generator
farlure light

Fuel pressure
warning light

Undercarriage
warning light

Fuel contents
gaugz(s)

Firp wiarning
light
Standby compass

Cockpit pressure
warning light

Oxygen regulator

Brake pressure

Windscreen de-
icer hand pump

CHECK
Test
o
As required
OFF

Down
As required
OFF

On
ON
As required

Operation

OFF

Three green
lights

Check bulbs
change over

Test by
operating flaps

On STDu rov THE

{n

Switch OM
booster pump

Check light
coes out

Ouat

Check contents
Out

Serviceability

Out

On
Contents

Supply pressure
sulficient

Brakes on

Off

&

EgSyF g

4



FFEM
Cockpit pressure
control lever

(F.B.5) C

Canopy jettison -
lever

Canopy seal
cock

Auxihary
starting swiich

tnterlinked
starter master
switches

MK, 4F compass
and flight
instruments
Tinked switches
uf fittedy

Booster pump
switch

Fuel pump
emergency
switeh (if
fitted}

CHECK
OFF

Fally forward

OFF
Off (normally)

Of

Of

ON

N.A. (not
connected)

8

¥EEM
Pressure-head
heater switch

Navigation
lights switch

ldentification
lights
selector swiich

Camera switch
and gunsight
switch

R.P. and bomb
switches

Guns/R.P.

selector

Cockpit hot/
cold air
control (F.B.5)

MK, 4F conipass
circuit breaker
(it firted)

As required

Off

As required
As required

As required

On



AP, 4099E & G—P.1N.
Pilor's Notes

PART I
CUDESCRIPTIVE.

NOTE.~(4) Words in capital letters indicate markings
on the controls concerned.
(b) The numbers quoted in brackets after ilems
n the text refer to the illustrations in Part V.
(c)y. Unless otherwise stated. all airspeeds and
- mach .numbers quofed are “Indicated™

INTRODUCTION

FU

The Vampire F.B.5 is a single-seat aircraft powued by a
Goblin 2 turbine jet F’HOU]P (md can be used as a tmhlet~
bomber, or interceptor, in both tropical and temperate
climates. 1t has a pressure cockpit and in addition to four
20 muL. guns, provision is nndu for the carriage of R.P.
and bombs. When cockpit cooling is introduced under
Mod. 905 this aircraft becomes an F.B.9.

EL AND OIL SYSTEMS
I ugl tanks

Nine internal self-sealing tanks are fitted, one in the fuse-
lage and four in each wing. In addition. a drop tank
can he carried under each wing. The tank capacities
are:—

Fuselage tank .. 96 gallons
Two inner wing tanks .. 104 gailons
Six outer wing tanks . . 130 gallons

Total internal capacity ... 330 gallons
Two wing drop tanks {100 gallons each) 200 gallons

Total .. 530 gallons
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PART {—DESCRIPTIVE

NoTE.—When Mod. 694 is not embodied some fuel will

not flow from the inner and outer wing tanks

~.into the collector box and is therefore

unusable”. The amount varies with the attitude

TUOF the aireraft and in the nose-up aftitude is

4 maximum of 35 gallons. The ellective internal
capacily is:-—

Mod. 694 not embodied ... 295 gallons
Mod. 694 embodied ... 325 gallons

Fuel system

The fuel fiows from all the internal tanks to a collector
sox which incorporates o negative g7 atrangement
affording o fuel supply for ten seconds inverted flight.
The tanks which are not pressurised, are vented to
atmosphere. A satisfuctory delivery pressure at aliitude
is ensured by a booster pump. immersed in the fuselage
tank.

The wing drop tanks are pressurised from the engine
compressor casing: Mod. 591 incorporates a reducing
valve for each wing drop tank, thus ensuring that fuel
can be supplied from one tank should the other be holed.
The flow of fuel from the wing drop tanks to the fuselage
tank is controlled by o float valve mounted at the top
of the fuselage tank.

Fuel from the booster pump passes through a low-
pressure cock and a filter to an engine-driven pump cap-
able of maintaining a constant fuel pressure throughout
the power range. An aneroid-operated barostat. fitted
to the delivery line of this pump, controls the fuel supply
by returning surplus fuel to the collector box as height
is gained: the engine r.p.m. therefore remains sub-
stantially constant at any selected throttle opening. From
the engine-driven pump, fuel passes to the throtile (fuel
control valve) and the high-pressure cock. A minimum
pressure valve ensures that. regardless of the throttle set-
ting. sufficient pressure will be maintained at the burner
ring to prevent flame extinction at altitude. Maximum
pressure at the burner ring is controlled by an overspeed
covernor. From the overspeed governor fuel passes to
the starter valve. and the line is tapped to supply an

]
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PARYT (—DESCRIPTIVE

i

accumulator. The purpose of the accumulator is to pro-
vide a-fixed quantity of fuel at a known pressure at the
moment of starting. A dump valve drains any ftuel pre-
sent in thesystem before the pressure builds up on start-
mg. When stopping the engine, it prevents free fuel from
dratning - #ito. the combustion chambers after the
pressure has fallen,

Fuel cocks

The low pressure fuel cock is controlled by a lever (16}
mounted under the engine control box on the cockpit
port wall. Tt has two positions marked FUEL OFF

(down and back) and FUBL ON (forward and up). The
Ingh pressure fuel cock is controlled by a lever (6)
mounted outboard of the throttle lever; when in the for-
ward position it s held by a spring catch. There are
no separate fuel cocks for the wing drop tanks.

iuel booster pump and fuel pressure warning light

Fhe booster pump is controlled by an on-off switch (60)
on the electrical panel.

v fuel pressure warning light (19) is above the left-hand
side of the mstzument panel. This light will come on
when the booster pump ceases (o deliver fuel: normally
when the booster pump is  switched ON, the
warning light should go out. The light will be on at all
times when the booster pump is switched off.

Fuel confents gauge(s)

Five fuel contents gauges (38) are fitted below the
mstrument panel. The top left and right-hand gauges
mdicate the contents of the Conesponduw inner wing
tank. The centre gauge indicates the contents of the
fuselage tank. The lower left and right-hand gauges
are for the outer wing tanks.

The gauges fitted prior to Mod. 629 under-read when the
aireraft is in some attitudes: thev indicate less than the

12
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PART /I —DESCRIPTIVE

actiial contents. These gauges can be recognised by the
“full” marks which are:— inner tanks 52 gallons—outer
tanks 55 gallons—fuselage tank 80 gallons.

When Mod. 624 is embodied the “full” marks are:—
inner tanks 47 gallons—outer tanks 57 gallons—fuselage
tank 75 gallons.

Later aircraft have a pacitor type gauge. The single indi-
cator mounted at the right-hand side of the instrument
panel shows-the total contents of the internal tanks.

All gauges indicate when the Ground/Flight switch is
at FLIGHT. 1In the case of the pacitor gauge there is
some delay after switching to FLIGHT before the gauge
functions.

(il system

There'is no oil tank. but the engine has a sump which
contains about 14 gallons of oil for lubricating the
engine-driven accessories and the impeller bearings.
The o1l pressure and oil temperature gauges are fitted
on the left-hand side of the instrument panel. The oil
pressure gauge is not fitted on later aircraft.

ENGINE CONTROLS

(1)

Throttle control

The throttle control lever (8) which moves in a quadrant
marked SHUT-THROTTLE-OPEN, extends from the
engine control box. The friction adjuster (7) is on the
side of the engine control box.

Engine starting system

The electrical starter motor is controlled by an automatic
system operated by the engine starting pushbutton (78)
and interlinked starter and master switches (59) on the
electrical panel. This pushbutton, which should be
pressed for about two seconds and then released, sets in

I3



PART | —DESCRIPTIVE

motion the tming switch which automatically operates
ihe starting se¢uences; giving frst a turning period
sullicient for the attuinment of the correct r.p.m. for the
light up” and then o {urther period to accelerate the
engine to wdling r.p.an. before the starter motor is cut out.

(it An anxiliary starting switch (58) is fitted forward of the
master and starter switches. tt should be switched ON
as soon as the burners light up to cause a third relay to
function, allowing full carrent for the starter motor, thus
assisting the engine (o attain idling r.p.m. It should be
switched off as soon as idling r.p.m. have been attained.
Om o some aireraft a modified system (Goblin Mod. 357),
excludes the use of the auxiliary starting switch, in which
case 10 will be wired in the off position.

Giry A booster coil pushbutton (9) on the cockpit left-hand
coaming is for testing the ignition equipment.

vy There is no method of re-starting the engine in flight.

Y. Engine instruinents

A jet pipe temperature gauge (49), an r.p.u. indicator
(M and an oil temperature gauge (40) are mounted on
the left-hiand side of the instrument panel. In addition
some aireraft have o rear-bearing temperature gauge (48)
and an oil pressure eauge (40,

MATN SERVICES
o Fvdrantic svsiem

i Bvdvaubio s pressure supplicd by an esgine-driven pnmp
ostored inan accumulator for the operation of the:—
Undercarrings
Flips
wne brakes
city suthicient pressure will be available in the accumulator,
it fully chuarged. for one complete one-way operation of
the undercarrtage and the (laps after failure of the engine-
dviven hvdrauvlic pump. ‘

i



ci

()

(1)

i)

fi

DART (i —DESCRIPTIVE

A hand pump (171 1s provided o the left of the puof’s
seat for use when accumulator pressure is not available.
Operation of  the hand putnp will transnut hydraulic
fluid from a reserve supply  the reservoir to the jacks
concerned-—without going through the accumulator—
under sufficient pressure to operate the undercarriage
and flaps at a reduced rate. The hand pump will not
operate the air brakes.

Pneumatic system

An eungine-driven compressor charges a bottle for the
operation of the wheel brakes. The triple pressure gauge
{32) on the right-hand side of the instrument panel.
shows the available pneumatic pressure: when fully
charged this should be 450 Ib./sq. . The maximum
pressure at each brake should be 150 1b./sq. .

Au engine-driven vacuum pump provides suction for the
instruments and for deflating the canopy seal. When the
artificial horizon and turn indicator are electrically
operated as on later aireraft. there is no vacuum pump
and the canopy seal is deflated to atmosphere.

Klecirical systemy

Anceugive-deiven generator charges the aircraft batteries
These. in turu, .\,uppl_\ the electrical systeur at 24 volts.
except part of the automatic engine stacting system. A
generator warning light mounted on the left-hand side
of the instrument panel. when Mod. 850 has been incor-
porated. wdicates when the generiator is not charging
the batteries,

The Cround, Fhight switch (2) is on the cockpil port
vall, When set to GROGUND the electrical services are
isolated from the generator and aircralt batteries. Two
external sockets ars fitted one ou each sude of the fuse-
fage below (he wing. The port socket is for normal
sround  test purposes and is marked RADIO THST
SOCKRET. The wocket on the starboard side is marked
24 VOLT GROUND STARTER SOCKET. and is
wited only to part of the automatic engine starting
Systen,




PART I—DLESCRIPTIVE

(i An inverier -supplies A.C. for the Mark 4F compass

(1)

I,

when fitted and the artificial horizon when electrically
operated.

s

RCRAFT CONTROLS
Flying controls

The control column is of the spade-grip pattern and in-
corporates the brake lever. the gun firing pushbutton (42),
the cine-camera control (41) and a press-to-transmit
switch (43).

The rudder pedals can be adjusted for length by lifting
them from one slot to another.

Flving controls locking geax

The Nying controls locking gear consists of a V-shaped
fitting which joins a peg on the floor, near the control
column, (o the por( rudder pedal, and a V-shaped tubular
fitting which joins the control column spade-grip to the
coaming above the instrument panel. A stowage 1s fitied
to the left-hand side of the pilot’s seat.

Elevator trimming {ab control

The elevator trimming tab control wheel (13) is on the
side of the engine control box. The indicator (22) is on
the top left-hand side of the instrument panel.

Undercarriage conirol

The undercarriage selector (1) is the longest of three
levers extending from the rear face of the engine control
box and has two positions. up and down. Wihen the
weight of the aireraft is on the wheels, the selector is
locked in the down position by a spring-loaded lock.
When the weight of the aircraft is off the wheels, this
fock 1s withdrawn electrically. In an emergency, the
undercarriage can be selected up when the aircraft is on

16
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PARTD I —DESCRIPTIVE
the zround if the switch (3 marked U/C EMERGENCY
RETRACTION. fitted on the cockptt port wall. is first
vperated. -

o~

Undercarriage position indicator

A standard undercarriage position indicator (46) is on
the bottom left-hand side of the instrument panel.

lndications are: -

Undercarriage locked up ... Nolights
Undercarriage unlocked ... Three red lights

Undercarriage  locked down  Three green lights

Au addiional red light. posttioned above the top centre

of the mstrument panel. oo the right of the elevator trim

mdicator. comes on if u wheel is not locked down and the
throttle 1s less than a quurter open.

Flap control and position indicator

Operation of the flaps s controlled by the selector lever
() next to the undercarriage selector lever. It has thice
positions, up. neutral. and down, and any angle up to 80°
can be obtained by returning the selector lever to neutral
when the desired setting has been reached. The selector
sbould be left in the down position when the flaps are
fully down, and in the up position when the {laps are
fully up.

A flup posttion indicator (47) is litted next to the under-
carrtage posttion tiadicator. The marking at 30° s the
take-ofl position. The marking at 407 has no significance.

Air brakes control

A lever (5) the shorter of three extending from the iear

fuce of the engine control box. has two positions, ON
aidd OFF. The air brukes cannot be operated by the
hand pump.

17
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Yoot buakes

Cie Bt eeconiol dover und parking caich are on the
el columm, Eriflerential control of the brakes s
Abtained by movement of the rudder pedals.

LR P FOQOUIPNMENT

Cwsopy operation

Phe canopy i opened and closed by the crank handle
(32 mounted on the cockpit savboard walll A peg on
Qe crank handle locks it in any desired position when
tie handle is released,

When closing the canopy ihe crunk handle should be
rotated as Far fonward as possible to ensure that the
pey engages i the last Tocking hole, thus providing for
Ui elficient working of the canopy seal.

Uhe canopy can be jetisoned by operating the lever (30)
marked CANCPY JETTISON situated forward of the
srank handle on the cockpit starboard wall.

A pushbutton, on the outside of the fuselage on 1he
ctirboard side. labelfed PRESS—TO SLIDE CAMNOPY
NACK. enables the canopy to he operated from out-
Gde. There is a retraclable foot-step on the port side
ot the fuselage.

Canopy sealing and cockpif alfimeter

he canopy seal cock (31 is mounted on the cockpit
crbourd wall forward of the canopy crank  handle.
Wohen N the cock admits air pressure to the canopy
wal trom the engine impeller casing. The canopy seal
Cock must not be ON when the cenopy 18 open.

i fully closed and the canopy seal cock

W hen the canopy 0!
N the crank handle will foul the canopy seal cock i

wnattemipt s made to wind the canopy open. This serves
- vemind the piiot o torn off the seal before opening

the canopy

PO
b G
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e ooapi aitiiieicr 290, @ cockpit pressure gauge (28)
- L varmmz Boh (20 are on the right-hand side of
cistruiment pienel. The warning light will indicate
»ohe cockpit pressure is b Ib.sg. in dess than the
- pressuie for the altitude of the aircrafts it may
off and ot doring the climb.

Cockpit pressurising (F.B.5)

Cockpit pressure is supplied by an engine-driven cabin
blower which can be engaged by the lever (57) marked
ON—CABIN BLOWER—OFF. This lever is forward of
the canopy seal cock and should be moved down for
pressurising and up when pressure is not requived. The
cockpit pressure is automatically controlled by a valve
which spills air to atmosphere. Below approximately
15.000 ft. the valve is fully open and there is no build-up
of pressure in the cockpit. Above this height the valve
spills less air and so permits the differential pressure
to increase progressively with height. up o a maximum
of 3 Ib./sq. in. (equivalent to 21.000 ft.) at 35,000 ft.

Cockpit heating aud ventilation (¥.B.5)

The cockpit heating is controlled by a lever (54) marked
HOT-—CABIN BLOWER AIR-—COLD mounted on the
cockpit starboard wall at the rear of the electrical panel.
This lever regulates the amount of air from the cabin
blower passing through a cooling radiator, aud is there-
fore elfective only when the cabin blower is operating.

An adjustable cold air ventilator (11) fitted on the cock-
pit port wall-embodies a non-return valve which pre-
vents leakage of air when the cockpit is pressurised.
On later aircraft the ventilator is positioned further aft
to avoid masking the machmeter.

Oun some aircraft a supply of hot air can be fed to a
gallery pipe round the cockpit coaming. The cock on
the cockpit port wall is labelled WINDSCREEN AND
CANOPY DEMISTING and has two positions, OFF
(up) and ON.

1o
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C()ckpit pressurising and air conditioning (F.B.9)
A Lonlml wheel on thc L,od\plt port wall has positions

marked OFF--COLD—MIX—HOT. When the wheel is
rotated 1o any position forward from the OFF position.

“air from the engine impeller casing is admitted to the

cockpit.  The cockpit pressure is automatically con-
trolled by & valve which spills air to atmosphere. Below
approximately 15,000 ft. the valve is fully open and
there is no build-up of pressure in the cockpit. Above
this height the valve spills less air and so permits the
differential pressure to increase progressively with height.
up to a maximum of 3 1b./sq. in. (equivalent to 21,000 ft.)

at 35.000 ft.

When the ajr leaves the impeller casing it is cooled
by a cold-air unit fitted in the starboard wing; by rotating
the control wheel the proportion of hot air passing
through the cold-air unit can be varied.

ch temperature of the air entering the cockpit may be
aried by the air conditioning contm] increasing as the
u_mlml is rotated further forward. The proportion of

~air going through the louvre and gallery pipe may be

(iv)

20,

(m

varied by altering the position of the louvre.

The air conditioning control must always be OFF when
the aircraft is on the ground, otherwise overheating of
the unit will occur.

Windscreen de-icing and de-misting

A hand pump (30) for windscreen de-icing, together with
a regulator, 1s mounted on the bottom noht hand side
of the instrument panel.

On some F.B.5 atrcraft, a hot air supply assists in canopy
and windscreen de-misting. The controlling lever is
mounted on the cockpit port wall above the undercar-
riage selector lever.

Fxternal lighting and cockpit lighting
Exrernal lighting

The identification lights selector (65) and pushbutton (76)
are on the electrical panel. Switches for the navigation
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Heis oo and Landing lamp (735) are also on the electrical
,‘\xl;:l. )
Nore, S Until-Mod. 934 s tncorporated, the identification
“lights must not be operated as. there is a risk
of fire.

Cockpit lighting

Dimmer switches for U/V lights. instrument panel and
lloodlamp lighting. are on the cockpit port wall close
to the Ground/Flight switch. The emergency light switch
is located in the same position.

Pressure head heaier

The switch (61) for the pressure head heater is on the -
electrical panel.

Flight instruments and compasses

Some aircraft have suction-driven (light instruments.
There s no vacuum pressure gauge. An R.I. compass
s litted, controlled by the switch (62) on the clectrical

panel,

On later arvcraft the turn indicator and the artificial
horizon are clectrically operated and a Mk, 4F COMpass
is fitted. Twao coupled swiiches are linked with the
sturter-master switches. When the coupled switches are
ON the turn indicator will function and, provided the
cireuit breaker positioned above the OXygen economiser
is on. the artifictal horizon and the Mk, 4F compass will
also operate. When a Mk, 4F compass s fitted an E2A
stund-by compass is fitted on the right-hand side of
the cunsight. :

Mod. 951 introducss a Lear radio compass in F.3.9 air-
craft. The amplilier and loop are in the nose of the
atrcraft in place of the LFF. set. The control box is
on the inboard fuce of the electrical panel and the indi-
cator is on the wedge plate (34).

d
c
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Seat adjustinent

A Jever (56).0n the right-hand side of the seatl provides
adjustment for hetght. '

’

3 Ohxygen systen

The Murk 11C regulator (37) is mounted on the right-
hand side of the instrament panel.

OPERATIONAL CONTROLS

e

3 Suns, Koe., bombs and clue-camers operation

w4 pushbutton (423 titted on the control column spade-grip.
The pushbutton has a spring-loaded safety flap which
must be lifted before the guns can be fired. When the
Clap is at SATE and the cine-camera master switch (60)
1 Ui the cine-camera can be operated independently
by pressing the cine-camera control (41). When it is set
to FIRE. the gun-tiring pushbutton will fire the guns.
The cine-camera will operate simultaneously providing
the cine-camera master switch is ON,

(1} The can-firing mechanisi is electrically operated and has
"

G hen the nose wheel is lowered. @ micro-switch prevents
the vuns from heing tired. To fire the guns when on the
cround. the aireraft nust fiest be trested and the nose
wheel retracted.

(i The gyro gunsight master switch (67) is on the electrical
panel. The combined dimmer and selector control (25)
i~ on the top right-hand side of the instrument panel,
and the ranging control (10 is incorporated in the throttle
erip. A camera recorder can be fitted on the gyro gun-
sioht. The R.P. cuns selector switch (53) is above the
clectrical panel.

(vt Fhe RPDPAIRS-SALVO selector switch (63) 1s on the
clectrical panel. The firing pushbutton (12} is mounted
i the ihrottde control fever and can be used for the
release of bombs ufter operating the coupled master-
celector switch 74y which is on the electrical panel
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ciarked RP- BOMBS. The R.P. auto selector switch
C50as belund and inboard of the electrical panel.
Fhe bomb selectors (70) (71). the (using switches (72)
t 73 anidethe bomb distributor salvo switch (69) are on
the rear end of the electrical panel
The bombs -and carriers are jettisoned by the operation
ot the wing drop tank jettison lever (18). There is no
means of jettisoning the R.P.

Radio and radar equipment

The T.R. 1464 V.H.F. controller (14) is mounted on the
lower left-hand side of the instrument panel. In later
aireraft, this is superseded by the T.R. 1934 controller
mounted w the place of the burner ring pressure gauge
and rear bearing temperature gauge.

The LEF. control unit (35) with F and D swiiches and
the controller (33) are fitted on the lower right-hand side
of the instrument panel. The G pushbutton (45) and the
auto/manual switch (44) are on the lower left-hand side
of the instrument panel.

The mic-tel socket (15) is positioned on the forward side
of the pilot’s seat.
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Vianagement of the fuel system

’

e internal tanks and wing drop tanks all feed the
engine automatically when the low and high-pressure
fuel cocks are o

The booster pump should be switched ON before start-
ing and left on at all times when the engine is running.
Bolow 20.000 f. the booster pump is not essential and
failure of the pump. indicated by the fuel pressure warn-
ing light coming on. will not cause fuel starvation.
Ahove 20.000 ft.. it the light comes on it may not be
possible o obtain maxinmunt r.p.m.

Transfer of fuel from the wing drop tanks into the fuse-
Lige tank begms when approximately 20 gallons have
boen used Trom the fuselage tank.

The pacitor-type gauge should show a fall of approxi-
pately 20 gallons, then (when transfer begins) should
cemain constant uniil the wing drop tanks are empty. It
Gowtd then fall at the usual rate. If Mod. 094 1s
cmibodicd the gauge should indicate approximately 5
caltons when all “hsable” fuel has been consumed. If
iod. 60d is not embodied it should indicate approxi-
mateh 35 gollons when all “usable™ fuel has been used.
With the vouges described i para. 5 (1) and {i) (five

dinley there should be little. if any. fall in the contents
iown by the fuseluge tunk until the wing drop tanks
e emply. Yhe fevel i the fuselnge tank will then fall
t the region of 50 gallons hefore fuel starts to drain
front the inner and outer wing tunks. When about 30
sallons are shown o the fuselage tank gauge it will be
Sheerved that the level in this tank is falling but that
Mere 1o no change in level of the tner and outer wing
ks, The pilot can thus tell that no more fuel 1s
passing from the inner and outer wing tanks and that
e amount of “usable™ fuel remaining in the aircraft is
that indicated on the fuselage tank gauge.
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Checks before starting

After-carrying out the external and internat checks (see
puges 6-fo 8) ensure:—

Ground/Flight switeh ... FLIGHT
Cockpit pres'sure control

wheel (F.B.9) OFF
Low  pressure fucl cock ON
High pressure fuel cock On
Throttle ... e Fully closed®
Booster pump .. ON

*When Mod. 921 15 embodied the throttle should be set

I open for starting, and returned to the closed position
when idling r.p.m. have been altained.

Have a 230 ampere-hour, 24 volt, ground starter battery
plugged in and switched on. It is essential that the
starter battery be fully charged. otherwise it will not
accelerate the engine to idling speed after the light-up.

Switch on the imterlinked starter master switches aond
press the engine starting pushbuiton, releasing it after
two seconds.

When the engine 15 running at idling speed. check that
the -jet-pipe tempevature is not more than 600°C. Have
the ground starter batfery switched ofl and disconnected.
Switeh ol the interlinked starter master switches and
the uuxiliary starting switch, if used.

Norr-—When Goblin: Mod. 357 15 not embodied the
auxiliary starting switch should be switched ON
as soon as the light-up is heard. or observed on
the jet pipe temperature gauge, and then switched
off when idling speed is attained. When Goblin
Mod. 357 1s embodied the auxiliary starting
switch is noi normally necessary and 1s wired in
the off position. 1f, however. difficulty is
experienced in starting in femperatures below

-20°C. the switch should be set ON before
commencing to stavt the engine and returned (o
oll after idling speed 15 attained.
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the burners fail to light up or the r.p.m. do not

qecelerate to the idling speed. the engine should be shut
dovn as-fallows: -~

c o Close the high-pressure fuel cock. 1f the cock is not

in the fully closed position fuel will feak past the
starter valve, giving insufticient pressure for the
next start.

Switeh off the interlinked starter master switches
and the auxiliary starting switch, if used.

Have the sround crew depress the tail and remove
any fuel from the jet pipe: if fuel has drained on to
the eround. have the aircraft moved to another
POSILION.

Check that the compressor has stopped  turning
before making another attempt to start. Should the
eneine fail (o start on the second attempt the cause
Jwould be investicated before further attempts are
made.

Checks after starting

Flaps - o o Test
S brakes Test
Cionerator  warning Hight Out
Radio . . . Test
Brakes L - 450 1b./sq. in. or pressure

sufficient  and  supply
increasing

Fhehiosnstruments : hecle altimeter setting

Synchronise Mk. 4F com-
pass and check with
B2 compass (or swilch
on Rl compass and
synchromise  direction
indicator}

Check turn indicator
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Checks before taxying

Check pressure. Check

Brakes:. -
- brakes as soon as

, possible .

Pressure head heater ... ON (f required)
Checks before take-off
Trim . . Neutral
Fuel S Contents

H.P. and L.P. cocks fully

on

Booster pump ON
Flaps - Up or take-ofl position

Air brakes OFF
Instruments Check and set

Pressure head heater ON
Oxygen ... On
Harness ... Tight and locked
Canopy ... Closed

Take-oft

Align the aircraft on the runway. Open the throttle
smoothly and fully.
When the shortest take-off run is essential, some
advantage can be gained by applying the brakes after the
aircraft 1s -aligned on the runway, opening the throttle
fully. and then releasing the brakes.
To keep straight initially it may be necessary to use
gentle braking. then, as speed is gained. coarse rudder.
Ease the nose wheel ofl the ground at about 80 knots.
Care must be taken not to gel the nose too high or the
tail mayv touch the ground. The aircraft should be flown
oil at approximately 105 knots at normal load and at
approximately TS knots at maxiimum load.
When comfortably airborne brake the wheels and then
retract the undercarriage.
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(vi) Ruise the flaps. if used. Turn on the canopy seal and the
cockpit pressure. if required.

(vii) When wing ‘drop tanks are carried. if the undercarriage
s not retracted before a speed of about 130 knots is
Ceached. the airflow may prevent the undercarriage
doors from closing. 1 the indicator shows that the
undercarriage is not fully retracted. slight yawing of the
Gireraft at about 140 koots should lock it up. Where this
“. unsuccessful, climb to a safe height keeping the air-
speed  below 175 knots.  Select undercarriage down,
reduce speed as much us possible and select undercar-

Flage up.

2o Climbing

(11 For maximum rate of climb the following speeds should

be used:-

Clean:- - ,
S0 knots at sea level, reducing by 15 knots per
10.000 ft. up to 30.000 fi.. thereafter by 45 knots per
FOLOO0 11

o 00 sl drop tanky:—

S40 knots at sea level. reducing by 15 knots per
10.000 f. up to 30,000 fr. thereafter by 40 knots per
1000 fr

oy SO0 B bombs -

235 knots at sca level. reducing by 15 knots per

10000 FE, up Lo 30.000 ft., thereafter by 40 knots per
10000 f.

2o 000 Ih. honihs -

215 knots 1 sea level, reducing by 15 knots per
FO.000 FL up (o 30.000 ft., thereafter by 35 knots per
(0000 ft.

S s b, bombs or 8 v 60 1. RP.—

530 knots at sea level, reducing by 15 knots per
0L.000 FLup to 30,000 ft., thereatter by 40 knots per
FO.000 {1
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VAMPIRE F.B.5 AND F.B.9 RS

TRIM

FUEL

FLAPS

INSTRUMENTS ...

OXYGEN

HARNESS

FINAL CHECKS FOR TAKE-OFF

. NEUTRAL

. CONTENTS

H.P. AND L.P. .
COCKS ON
BOOSTER PUMP ON

_ UP OR TAKE-OFF

AIR BRAKES OFF

CHECK AND SET
PRESSURE HEAD
HEATER ON

.. ON

TIGHT AND LOCKED



FINAL CHECKS FOR LANDING

WHEELS

BRAKES

FUEL

FLAPS

COCKPIT
PRESSURE

HARNESS

. FULLY DOWN ON

' LOCKED DOWN

THREE GREEN LIGHTS

' CHECK PRESSURES

OFF

CONTENTS

_ , FINAL
AIR BRAKES OFF

- OFF

. TIGHT AND LOCKED -
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W hilst climbing at full power, the jet pipe temperature
mav-slowly increase to the maximum. It mayv be necessary
to reduce r.pan. slightly in order to keep the jet pipe
temperiture within the limits.

If the cockpit has not already been presﬁsiurised the warn-
ing light will come on at approximatel: .7.000 ft. The
cockpit should then be pressurised and the light should
a0 out when the pressure rises.

General flving

All controls are light, effective and well harmonised.
and the aircraft is easy and pleasant to fly. The elevator
is powerful throughout the speed range and relatively
small stick forces may induce large accelerations. Under
some conditions, the elevator is particularly light at high
[ .A.S. and requires careful use. When carrying wing drop
tanks. or when flying without ammunition there is a
tendency to tighten in turns at high altitude.

Changes of trim

Undercarriage up ordown No change
Flaps down ... MNAZKED Nose up
Flaps up Nose down
Aur brakes on L Nose up
Air brakes oft ... Nose down

When wing drop tanks or external stores are carried the
changes of trim induced by the air brakes are more pro-
nounced and increase with speed. At high LA.S. the trim
changes are strong.

Throttle manipulation

Movement of the throttle should normally be made
stowly to-avoid surging and high jet pipe temperatures.
The engine may be throttled back fully at any altitude
and the minimum pressure valve will ensure that the
burner pressure does not fall too low to support com-
bustion. The higher the altitude the higher will be the
idling r.p.m.
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42. Flying at reduced airspeed

Fly at 130 knots. Flaps may be lowered to the take- oft
position if desired. Tiwe cwwory Iny 87 onm'-f) 1 s
AT A~N{ SMEY v Te ISeKIS. HL;

43. Flying in conditions of severe turbulence

The recommended speed is 220 knots.

44. Flight planning charts

(i) The flight planning charts show the range obtainable,
clean, and with various external stores, at several
heights when flying at the speed for maximum range.
The time taken from take-off and the amount of tuel
remaining at certain stages of the flight are also quoted.

(i) As indicated on the text on each chart, the climb should
be carried out at maximum r.p.m. and the descent made
at a mach number of .65—-270 knots below approxi-
mately 25,000 ft.—with the throttle fully closed and the

air brakes ofl.

{iii) The charts are based on the assumption that Mod. 694
is not embodied, in other words that 35 gallons are
unusable. The following table shows the allowances
made for each part of the flight. The figure in brackets
applies when wing drop tan]\s are carried.

Taxying and take-olf 24 gallons

In flight ... ... 241 (441) gallons
Landing 301
Unusable 35

(iv) The descent is designed to begin at a point which ensures
that 65 gallons remain on joining the circuit. This means
that 30 eallons are available, being sufficient for joining
the circuit. going round again once, and landing.

65 gallons

(v) If Mod. 694 is embodied, making available 30 gallons
more than is allowed for in the charts, ranges greater than
those shown will be possible. From the charts, compare
the fuel used in level flight with the distance covered in
level flight and thus obtain the level flight A.N.M.P.G.
The added distance which the 30 galluns will give can
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then be ascertained; similarly, the extra time in terms of minutes
of cruise can be {ound at the altitude and LA.S. given.

(vi) Churt-No, 6 gives the runge performance for the clean aircraft
when cruising at maximum continuous r.p.m. The I1.A.S. shown
is the mean which maxunum continuous r.p.m. give si=ce the
“1.A.5. will increase slightly as fuel is used.

(vii) The speeds given on the charts are the speeds for maximum
range, but the use of any speeds within the following bands
. . . : .
should not cause a reduction in range of more than 5 per cent.

Clean With external stores
Sea level 165-300 175-285
1O.000 [t 160-270 165-255
20,000 ft. 155-240 160-230
30,000 ft. 150-215 150-210
33,000 £t 150-200 150-195

i.;‘lii) When rockst rails are fitted the rate of climb is lower, the loss

being 5% at sea level, becoming 159 at 35,000 ft. The reduction

in ANMPS is 4% at sea level, becoming 8% at 35,000 ft. The

yange of a flight at 35,000 ft. from take-off to touchdown is,

! nowever, decreased by 129 due to the increased fuel copsumption
: on the climb.

45. Endurance

(i) At any altitude, maximum endurance will be obtained by
fiving at the LA.S. which requires the lowest r.p.m. to
maintain height.

(it Increase in altitude gives improved endurance but the
overall endurance depends not only upon the improve-
ment gained by flying at altitude, but also upon the
amount of fuel used for climb and for the descent.

(iii) Should it be necessary to remain in the air for as long as
possible the aircraft should remain at the height at which
it is flying when this is 30,000 ft. or above. When flying
below 30,000 ft. with 100 gallons or less remaining, the
endurance will not be increased by climbing, but, with
200 gallons or more remaining climb to 30,000 ft. at
maximum r.p.m. If external stores or drop tanks are
carried this height becomes 25,000 ft. instead of 30,000 ft.
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16. Pressure error corrections

From
To

Add

! :
140 . 200 3?0 350 knots
200, i 270 330 455
~ 4 6 8 knots

47. Stalling

(1) The approximate stalling speeds in knots, power off, are
as follows:—

At

Undercarriage  Undercarriage
and Aapsup  and flaps down

maximum landing
weight (10,560 1b.) .. 90 ‘ 80

Maximum A.U.W.

(13.100 Ib.) ... 105 90

¢ii) The stalling characteristics are similar for all loads.

(a)

(b)

With the undercarriage and flaps up, warning of the
approach of a stall is given by a slight buffeting
some 20 knots before the stall occurs, becoming
slightly more pronounced as it approaches. At the
stall the nose drops and the A.S.1. {luctuates widely.
If the control column is held back there is pro-
nounced pitching and a tendency for either wing
to drop. With power on there is less warning of the
stall but an increased tendency for either wing to

drop.

With the undercarriage and [laps down, there 1s
general airframe- vibration at all times but some
warning is given by slight buffeting which commences
about 15 knots before the stall. At the stall, there
is pronounced buffeting, the nose and either wing
may drop sharply aud the A.S.I. fluctuates widely.
Continued backward pressure on the control column
results in stronger buffeting and an increased
tendency for either wing to drop. With power on
there is less warning of the approach of the stall but
the characteristics are unaffected.
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(¢} The air brakes do not noticeubly affect the stalling
“speeds or characteristics.

A all Toads, warning of the approach of the stull 1 a
steep turn or in recovery froma dive is given by bufleting

“and at {he stall the aircraft may flick in either direction.

Stick forces are light and it is relatively easy to stall the
siveraft-at low speads in a steep turn particularly at high
altitudes with loadings near the aft C.G.

i1 I all cases recovery is normal.

48.

Diving and high speed flying

(i) The following is a guide to the compressibility charac-

(i1)

(111)

teristics. It is recommended that pilots investigate the
effects of compressibility progressively as there may be
differences in behaviour from aircraft to aircraft.

There is a progressively nose-up change of trim with
increase of speed and the trim tab may be used to
reduce the stick force but should not be used above .74 M.
When, after trim has been applied, the mach number is
reduced the aircraft will become nose heavy as the
effects of compressibility diminish and it should there-
fore be retrimmed. During recovery the elevator should
be used with care.

Above 20,000 ft., clean aircraft

(a) The nose-up- change of trim commences between
7. M and .76 M and may become large enough to
require a considerable push force to maintain the
dive. Aileron snatching and intermittent wing
dropping may also occur at these speeds, combined
with .a slight airframe buflet which becomes more
marked as the mach number increases. The
wing dropping can usually be held with aileron but
may become uncontrollable about .04 M above the
speed at which it commenced.

Loje RO S e Soans
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PART II—HANDLING

(b) ln addition, porpoising may occur at about .78 M.
During  the porpoising the forces required to limit
the movement are generally light but may become
large, the nose-up part of the porpoising movement
necessitating a greater restraining force than the
nose-down.

Below 20,000 ft., clean aircraft

At thiese altitudes the characteristics are similar to those
described above but the aileron snatching is less marked
and there is less likelihood of an uncontrollable wing
drop. The porpoising, however, is more marked and
may become severe Very quickly. Because of the aggra-
vated porpoising characteristics at these altitudes and of
the possibility of over-stressing the aircraft when the
stronger nose-up movement coincides with the recovery
from the dive, it is recommended that high mach number

ractice dives should be confined to altitudes above
20,000 ft. Below this height entry speeds into steep dives
should be kept sufficiently low to preclude the possibility
of attaining mach numbers at which the above character-
istics may occur.

Carriage of external stores

The compressibility effects set in at lower mach numbers,
depending on the stores carried, and the effects described
above may be more severe. It should be borne in mind
that, with drop tanks on, there is a marked nose-up
change of trim when air brakes are extended at high
indicated airspeeds.

Recovery from compressibility conditions should be
effected by throttling back and easing the aircraft out of
the dive. The airbrakes can also be used, but when carry-
ing external stores the strong nose-up change of trim must
be anticipated and restrained. Whenever the aircraft is
porpoising the air brakes should not be used until the
porpoising has subsided. ,
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PART 1i—HANDLING
AL 49, Acyrobatics
Page 41
Paras. 49 () The following speeds are recommended:——

and 50
Roll ... 230-250
“Leop - 300-320
Roll oft the top Lo 320-340
, Climbing rell . 340 plus

(i) Aerobatics are prohibited when carrying external stores or wing
drop tuanks.

(i) The negative “g” system ensures a supply of fuel for 10 seconds
inverted flight.

50, Spinning

[ntentional spinning is prohibited. Should an inadvertent spin
occur. normal recovery action should be initiated immediately.
Care must be taken when moving the control column forward
to avoid excessive negative acceleration and a very steep nose
down attitude. The rudder should be centralised immediately
rotation ceases to avoid flicking into a spin in the opposite direc-
tion, and in the initial stage the pull out from the ensuing dive
should be made gently.

31, Checks before landing
Undercarriage ... ... Down
Three green lights
Brakes ... ... Check pressures
oft
Fuel . . ... Contents
Flaps ... Fully down on final
" Air brakes OFF
Cockpit pressure ... OFF
Harness ... ... ... Tight and locked
P 22 Ag}pmﬁh and landing

ee 41 i1t The turn on to the final approach should be made at
130 knots and the aicfield boundary crossed at the
tollowing speed:—
Maximum landing weight® ... ... 95 knots
Ifiii A powered approach is necessary to ensure a quicker
thrust response if it is necessary to open the throttle.
When flap 1s lowered, the marked nose up change of trim
necessitates a large forward movement of the control
column. The stick force required is not great and can
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be easily held without the use of elevator trim. The

ura. 32 artificial horizon and the Mk. 4F compass, hOWEV@li
st become partially obscured by the control column anc

care miust be taken when ilying on instruments to ensure
that the correct direction and attitude are maintained.

¥ The maximum landing weight of 10,560 1b. represents

an aeroplane with full ammunition, full internal fuel
(330 gail.) but without drop tanks or external stores.

53. Instrument approach

The following are recommended for use during instru-
ment approach with the undercarriage down:—

R.P.M. Flaps Atrspeed
Pattern 8,500 L 140 Kknots
Final 8.500 1 115 knots
Glide Path 8.500 full 105 knots

54. Going round again

Going round again from a powered approach is straight-
forward. If the go-around is begun after touch-down
when engine r.p.m. have fallen, there is some delay before
full power can be obtained.

(i) Open the throttle fully.

iy Poagract the undercarriage.

s (i) Climb at 115 knots. Because of a tendency for the air-
Para s 4in cralt osink. the flaps should not be raised until a hetght
Paze 42 of 2-300 {t. is reached.

55. Checks after landing

Flaps .. Up
Pressure-head heater ... Ol
Brakes ... ... Check pressure

42
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Stopping Hie cugine

Allow the engine o idle for approximately 30 seconds

i

to stabilise engine tempert

cock and check:—
Booster pump

All switches
Ground/Flight
Switch

Oxygen

Brakes

Canopy seal cock

vures, then turn ofi the H.P

Off
OfF

GROUND
OFF
Oir

OFF



AP. 4099E & G—P.N.
Pilot’s Nolies

~PART III
LIMITATIONS

3. 57 Enmgine data—Goeblin 2
age 34

The principal enzine limitations are as follows:—

fet pipe temp.

2.p.m. ° . Maximum
Fuke-off and operativnal 10.200* 745
necessity - {680 if mod. 404
300 Mins. Liniit not embodied)
Aax, confinuous 9,700 620
tdling 3,000+ 200 600

*R.p.m. mnst be reduced to a maximum of 10.000 above 25,000 fi.
i a clinib or above 33000 ft. in level Right

Gil femperatuies

Masamum i flight ... .. .. s0°C.
AMinimum for opentng up ... .o —10°C.

Qi pressures
Normal ar 9700 r.pm

, - 40745 1b. [sq. 1n.
Farergency minimum (5 min, nid)

25 1b./sq. in.

= = R = = =-x o R = L S¥T TRT S

L2 58. Flying limitations

The aircraft is designed for the duties of a single seat
fighter-bomber. Intentional spinning is prohibited.

(i)  Maximum speeds and mach numbers

(a) Clean aircraft ... 455 knots
No mach number limitations but see para. 48.

(b) With drop tanks, with or without R.P.
Sea level to 5,000 ft. ... 390 knots
Above 5,000 ft. ... 65 M




PART 111 —LIMITATIONS

NoTE.~When carrying wing drop tanks (full or empty)
' above 15,000 ft. full ammunition or equivalent
- ballast must be carried and the guns niust not
be fired. Below this height full ammunition
or ballast need not be carried and the guns may
be fired. Gentle manoeuvres only are permissible
‘when carrying wing drop tanks.

(¢y With 2 x 1,000 1b. bombs

Sea level to 5,000 ft. ... 400 knots
Above 5,000 ft. ... .. .65 M

(dy With 2 x 500 1b. bombs or 2 x: 250 1b. bombs or 8 R.P.
Sea level to 5,006 ft. ... 455 knots
Above 5,000 ft. ... .. IS M

te)  With 8§ x 25 1b. practice bombs
Sea level to 5,000 ft. ... 400 knots
Above 5,000 ft. ... .. 65 M

(I Air brakes open ... .. ... No limit
Undercarriage down ... ... 175 knots
Flaps down ... 155 knots

a0 Maxinuwan weights

tu) For take-off from prepared runways and

for gentle manoeuvres only ... 13,100 1b.
(b) For all permitted forms of flying and for
landing ... 10,560 1b.

() Jertisoning.of wing drop tanks
The wing drop tanks may safely be jettisoned in level
flight at. speeds below 260 knots.

(1v) Ma,\//num height

A height of 35,000 ft. must not be exceeded unless

PR Y

Mod. 727 (cockpit canopy) is embodied.



AP. 4099E & G—P.N.
Pilot's Notes

© PART 1V
EMERGENCIES

EMERGENCY CONTROLS AND
EQUIPMENT

59. Undercarriage and flaps emergency operation

(i) In the event of failure of the engine-driven hydraulic
pump and exhaustion of accumulator pressure, the
handpump o the left of the seat can be used (o operate
the undercarriage and faps.

(i) In an emergency. the undercarriage can be retracted when
the aircraft is on the ground. The undercarriage
emergency retraction switch (3) must first be switched
ON (back) before the undercarriage selector lever can be

. _operaled. L A
Note.—Up to 115 strokes of the hydraulic handpump may be
necessary to lock the undercarriage down.

60. Wing drop tank and bomb jeftisoning

To jettison the wing drop tanks or bombs and carriers.

pull up the lever (18) marked JETTISON FUEL TANKS

to the left of the-seat.

61. Canopy jettisoning

(1) The canopy jettisoning lever (30) on the cockpit right-
hand coaming should be pulled to jettison the canopy.

(i) Speed should be reduced as much as possible. the seat
should be lowered fully. and the pilot should keep his
head well down at the moment of jettisoning.

46
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PART IV—EMERGENCILES
2. Engine fire-extinguishex and warning light

(1) The (ire- e\tmﬂuxshel is operated by pmssmﬂ the shielded
mshluulon (77) on the electrical panel.

(i) The fire warning light (26) positioned on the left of the
instrument panel depends for its method of operation
upon the modification state.

(a) Mod. 844 not embodied: Flame switches in the
engine bay, when actuated by fire, cause the warning
lwht to come on. Normal fire action should then
be taken. The light will remain on after the fire has

been extingulshed.

(b Mod. 844 embodied: In addition to flame switches
in the engine bay, re-setting thermal switches are
located next to some combustion chambers. Hot air
from a fracture will close a re-setting switch and the
fire warning light will come on. If the throttle is
closed the flow of hot air will diminish and after a
few seconds delay, the switch will re-set and the light

will go out.

(o) When the light comes on, the throttle should be
closed immedmluly. If the light remains on for a
further five seconds. a fire, as distinct from a
fractured air casing, is indicated. Normal fire action
should be taken and the light will remain on after
the fire has been extinguishuL

() If after ciosing the throttle the warning light goes
out. a fractured air casing is indicated. Tt is safe to
use the engine in this condition, but a landing should
be made as soon as practicable. Reduced power
should be used. Unless the power necessary is small
the light will come on again and remain on. It is
advisable, therefore, to tlirottle back fully approxi-
mately every five minutes and repeat the 5 seconds
test. to ensure that a fire has not started.

-2

#3. Emergency eguipment

() First aid

This is stowed on the inside face of the port ammunition
door.

47
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(iy Crowbar

(iii)

A crowbar is ‘stowed in spring clips on the armour plate
to the left and rear of the seat.

Desert equipment
Desert equipment can be stowed as follows:—

(Reached from outside by open-

Water bottle “ing the port ammunition access
door. '

Cartridges

Heliograph { Reached from outside by opei-

Compass - ing the starboard ammunition

Very pistol laccess door.

Ordinary rations !

Flving rations

Water bottle 1011 floor of cockpit to right-
Tool kit - and left-hand side of pilot’s
Signalling strips (seat.

AP3031

EMERGENCY HANDLING

64.

Fire action .

W ARNING —Fire in-the engine bay may render the flying
controls and pressure instruments usc?less,
necessitating immediate abandoning of the
aircraft. o .

In the event of fire. as distinct from air casing failure in

pata. 02 above. action should be:—

(a) L.P. cock OFF.

(b) Throttle closed.

(¢) H.P. cock ofl.

() Booster pump off.

(e) Extinguisher pushbutton (77) pressed.

1f possible, airspecd should be reduced before the fire
extinguisher is operated.

) 48
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PART I[V—FEFMERGENCIES

Landing with asymmctric load

IWith empty drop tank

No special precaution is necessary when landing with
one empty, or nearly empty, drop tank.

With full drop tank or with one 1,000 Ib. bomb

When flying with asymmetric load, some rudder will be
found necessary at the lower airspeeds. Before landing,
the rudder pedals should be re-adjusted to ensure that
full aileron can be applied without the control column
fouling the pilot’s knee. A wide circuit should be made
at 150 knots, and this speed maintained until on the
final approach. Full flap should then be lowered and
speed reduced so that the airfield boundary is crossed at
115 knots. The aircraft should be flown on to the ground.

NoTe. —-Landing in this condition should not be necessary
since the fuel from one tank will transfer, even if
the other tank has been jettisoned. Also the
bomb can be dropped electrically, or jettisoned
with its carrier, mechanically.

Flapless landing

The turn on to the final approach should be made at
130 knots. The approach is very flat. and little power, if
any. is required. The airfield boundary should be crossed
at 105 knots. A long landing run results.

The landing run can be reduced slightly if the engine is
stopped after touch-down. The L.P. cock should be
closed-in such an emergency as it is more easily operated
than the H.P. cock.

Crash landing

(i) Yettison the canopy.

(it} Jettison the drop tanks and external stores. R.P. cannot

be jettisoned: they can only be fired.
' 49
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PART IV-——-EMERGENCIES
If power is availuble. make a normal landing. but keep
the undercarriage retracted.

1f power is not availuble glide at 140 knots, which is the
best gliding “speed. and maintain this speed whilst
manoeuvring to land.

(v) Keep the undercarriage retracted and lower the flaps as

(vi)

68.

69.

required.  With full flap, the rate of descent is high.
A maximum of half flap should be selected until the
landing area is within certain reach.

Reduce speed (o 110 knots over the boundary of the
landing area.

Abandoning the aircraft

Speed should be reduced if possible. and the aircraft
inverted to enable the pilot to fall out.

Ditching

The aircraft should be abandoned rather than ditched as
tests indicate that the ditching qualities are poor in uny
but the calmest seas.

If ditching is inevitable:—
(a) Jettison the canopy.
(b) Jettison the drop tanks and external stores.

(c) Adjust the safety harness. Disconnect R.T. and
oxygen leads.

(d) Keep the undercarriage retracted. Use up to «
maximum of 407 of flap.

(e) If power is availuble it should be used to enable the
touch-down to be made at as low a forward speed
as possible. It is probable that the touch-down can
be made at 75-80 knots.
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() 1f power is not available, the final approach should
“be made at 120 Kknots.  The touch-down will
probubly occur at 80 knots.

’

. 70. Engine failuve in fight
[t}
< o . . . . .
(1) Should there be complete loss of engine power in flight:—
Turn off H.P. cock and L.P. cock
Turn off all non-essential electrical services

Initiate distress procedure -

(it} No relight equipment 1s fitted, but in extreme emergency
and when the cngine failure is due to flame extinction,
the following procedure has been known to effect a suc-
cessful relight. Chances of a successful relight are in-
creased with a decrease in altitude and dnvpced.
taj Reduce airspeed to a safe minimum.

(b Booster pump on.

¢) Throttle closed.
(d) Move H.P. cock to 37 open position.
{¢) Press the booster coil pushibutton on the right-hand

side of the cockpit for a maximum of 15 seconds.

(fy Watch engine r.p.m. and j.p.t. If either of them
indicate a relight, move the H.P. cock slowly to the
fully open position. Then open the throttle very
slowly and check j.p.t.

(¢) Once relight has occurred, diving the aucraft may

assist the engine to accelerate. }.t high j.p.t. persists

the H.P. cock must be closed immediately and the
attempt to relight abandoned.

(h)y If no light up occurs after 15 seconds, the attempt
must be abandoned, otherwise a grave fire risk
exists.
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PART V
ILLUSTRATIONS

Fig.
Cockpit—Port side 1
Cockpit—Centre 2
Cockpit—Starboard mk 3
Electrical punel 4
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15,
6.
17.
8.

KEY TO Fig. |
COCKPIT—PORT SIDE

Undercarriage selector lever.
Ground/Flight switch.

Undercarriage emergency retrac-
tion switch.

Flap selector lever.

Air brakes control lever.
High-pressure fuel cock lever.
Throttle friction adjuster.

"Throttle lever.

Booster-coil pushbutton.
Gyro gun-sight runging control.
Cockpit ventilutor.

R.P. and bombs firing push-
button.

Elevator trimming tab control.

Controller for TR.1464 (early
aircraft).

Mic-Tel. socket.

Low-pressure fuel cock lever
Hydraulic handpump,

Wing drop tanks jettison lever.

ONONONONONGNONO

1
3
1
1
+

FIG

COCKPIT—=PORT SIDE
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29,

RItA

b by 1y
COCRPIT CENTRY

1 uet pressute warning hyht, -
R pm oandicator,

Machmeter

Hlevator tron indicaton

Crvio gun sipht.

Not muse

Cun-sight selector and denimep
contiol

Fre warning hight,

RE compass mdicator o titted)s
Cockpit pressure gauge

Cockprt altimeter,

Canopy jetuson lever,

Cockpit pressure warmng heht,

Preumatic triple pressure y.mge.'
Controifer for R3320 (1)

Cine-camera footage  indicator
location (F.B.S wircratt aniy).

Control unit for R.3121 (1p 1),

.
Windscreen de-icer handpump
and regulator, 3

Oxygen regulator,
Fuel tank contents gaueds,
Clock location,

Oil pressure anid ofl temperature
© gauges. o .

>

Cine-camera control,
Gun firing pushbutton.
Press-to-transmit switch,

Auto/manual switch for R 3121
(TFF).

G. pushbutton for R.3121 (1FF),

Undercarriage position indicator,

Flap position indicator. :

Rear bearing temperature vuuge
(if fitted).

Jet pipe temperature gaige.

Burner ring pressure  gauge
{deleted by Mod. 680).



KEY TO Fig 3
COCKPIT—STARBOARD SIDE

1. Canopy seal cock.
2. Canopy winding handle.

3
5

33, 'R.P./Guns selector switch.
_34. Cockpit heéating control (F.B.3
aircruft only). 55)
33, R.P. auto selector switch.
S6.  Seat adjusting lever.
37, Cockpit pressurising lever (F.B.3

aiveratft only).

FIG. ( 56 FIG.

.
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ELECTRICAL PANEL
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6L,
61,

02

63,

6.

6HS,

66.
67.
68.
69.
70.
71,

7.

T3
74..
7s.
76.
77.
78.

NT Y 1O Tie 4
FLECTRICAE PANE]

Ausilioy starting switch,

PFogine  starter and  master
switches,

Fuel booster pump switch.
Pressure -head heater switch.
R.1 compass switch (if fitted).
Switch  muarked FUEL PUMP
EMERG., SW. ON FOR
TAKE-OFF (not in use).
Navigation lights switch.
[dentification  lights  selector
switch.
Cine-camera master switch,
Gyro gun-sight master switch.
R.P. pairs—salvo switch.
Bomb distributor—salvo switch.
Bomb selector switch. Port.

Bomb selector switch. Star-
board. :

Bombs, tail fusing switch.
Bombs, nose fusing switch.
R.P./Bombs master switch.
Landing lamp switch.
Identification lights pushbutton.
Fire-extinguisher pushbutton.
Engine-starter pushbutton.



