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NOTES TO USERS

This publication is divided into five parts: Descriptive,
Handling, Operating Data, Emergencies, and Illustrations. Part I gives
only a brief description of the controls with which the pilot should be
acquainted,

Thease notes are complementary to A,P,2095 - Pilot's Notes
General - and essume & thorough knowlsdge of its contenta,

Words in capitel letters indicate the actual markings on the
controls concerned.
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VAMPIRE MK, 30 - PILOT'S NOTES
PART | = DESCRIPTIVE

| NTRODUGT | ON
1. The Vampire Mk,30 is a single seat, twin-boom righter powered
by one Nene IT - V.H. (Aus.) gas turbine jet engine, It is fitted with a
pressure cabin and armed with four 20 mm. guns, .
FUEL AND OIL SYSTEMS
2, Fuel Tanks:
(a) Nine permanent self-sealing tanks are fitted, one of rigid
metal type in the centre fuselage and four semi-rigid
Marston bag type in -each wing.

The tank capacities are :-

Centre Fuselage Tank ) 96 gals.
Inner Wing Tanks (52 gals. each) 1ch gals,
Leading Edge and Outboard 130 gals.
Wing Tanks (65 gals. ‘of each group) B
Total Contents 330 gals, .

Total with 2 x 100 gals, drop tanks 530 gals.

Note: Due to design of the fuel system, residual fuel to the extent
of approximately 30 gallons of the wing tank capacity is
not available to the engine with the aircraft in cruising
and low speed level flight conditions, This is to be.
taken into consideration when planning for operational and
long range flights. Most of this fuel becomes available
for taxying, efter landing, when the aircraft's attitude
is at zero incidence. (See Notes in paragraph 56.)

(b) The fuel from all tanks passes to a collector box
incorporating a. negative "g" valve which affords a fuel
supply for approximately 15 seconds inverted flight. The
tanks, which are not pressurised, are vented to atmosphere.
A satisfactory delivery pressure at altitude i1s ensured by a
-booster pump incorporated in the negative "g" valve in the
collector box. Non-return valves are placed between the
fuselage tank and the inner wing tanks, and also between ‘the
inner wing tanks, and leading edge and outboard tanks, so
that the lnner wing tanks and/or the fuselage tank can be
rilled without £1lling the other tanks,

Fuel from the drop tanks is fed automatically into the
fuselage tank by air pressure drawn from the compressor
casing, A float valve is incorporated in the fuselage tank
and this tenk is continually replenished until the drop tanks
are emptied. .

(o) Fuel passes from the collector box, through a low prsssure
cock and a filter, to a pair of engine-driven (high pressure)
pumps, elther of which is capable of meintaining 85% of
maximum thrust in. the event of faillure of the other. The pump
delivery is governed by a Barometric Pressure control valve
which is a capsule operated-device functioning according to
pump pressure and nacelle pressure, thus providing a fuel supply
which will maintain the engine R,P,M, substantially constant,
.corresponding to the throttle setting selected by the pilot,
irrespective of speed or altitude,
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“(d) When the FUEL PUMP EMERGENCY switch (55) on the main
electrical panel is switched ON, it operates a solenoid which closes -
an isolating valve and the two fuel pumps are isolated from each
other so that one pump capable of maximum delivery remains avail-
able if the other fails. If the upper fuel pump fails with the FUEL
PUMP EMERGENCY switch ON, the lower pump is controlled
normally by the Barometric Pressure Control Unit.

If the lower pump fails, with the FUEL PUMP EMERGENCY
‘switch ON, the upper pump will be isolated from the B.P.C.U. as
well as from the lower pump and the engine must be controlled
manually by the throttle for changes of altitude and speed. If
failure of the B.P.C.U. occurs with the Fuel Pump Emergency
switch on, the upper pump is again isolated from the lower pump
and the faulty B.P.C.U. This condition is_similar to failure of the
lower pump, i.e., the upper pump will function at maximum capacity
and the engine must be controlled manually by the_throttle for
changes of altitude and speed. It is not possible vylth only one
pump in operation to obtain maximum engine {'evoluqons as under
these conditions only 85% of maximum thrust is obtainable at sea-

[+ 70 §

[

level, with attendant revolutions.”.

3. Fusl Gauges:

Contents gauges.

Five fuel contents gauges (43) are mounted below the centre
instrunient psnel, The top left and right-hand gauges represent the
contents of the imnmer port and starboard wing tanke respectively; the
lower left and right-hand gsuges represent the outer port and starbosrd
sets of tanks and the centre gauge the fuselage tank., The gauges will
indicate the contents of their respective tanks when the MASTER SWITCH
(21) is at FLIGHT, and the aircraft datum is horizontal (at normal
crulsing speed this involves a descending flight path of about 5 deg.
to the horizontal). In level cruising flight (nose-up 5 deg.) the
gauges will read slightly iow with a maximum error of about 20 gallons
when the vhole system contains about 100 gallons.

Owing %o restrictions on the movement of the float arms in the
tanks, with gauges showing zero or their maximum readings, datum
horizontal, the actual vssble contents of the tanks ure indeterminate
within the following limits:-

Gauge at zero - between O and 31 geallons avallable.
Gauge at maximum reading - between 284 and 31L gallons available.

There are no gauges for the drop tanks but transfer will coimence when
the fuselage tank gauge reads approximately (55) gallons and this gauge
will remain at a constant reading during the transfer of fuel, and then
again show a drop in fuel level after the drop tenks have been emptied.
4. Puel. Booster Pump:

(a) The booster pump in thé collector box 18 of the submerged
type and is located in the centre fuselmge tank. It is
controlled by & FUEL PRESSURE ciroult breaker located on
the main electrical panel. This pump maintains a supply of
solid fuel up to an a&ltitude of 50,000 feet. :

A fuel pressure warning switch 1ls fitted on the =ngine, ard

when the fuel delivery pressure falls below 3 1b./sg. in. a

Fuel Pressure Warning Light (24) mounted on the top centre

instrument panel is opersted, ‘'Yhen the booster pump is )

switched "ON", the warning light should go out. The light will
te on at all times when the booster pump is switched "OFF".

If the warning light comes on above 20,000 f£t. with the booster

pump switched "ON", height should be reduced below this altitude

(v)
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as quickly as possible. Below 20,000 ft, the booster pump
is net essential to maintain adequate fuel' pressure to the
engine, and flight may be con*inued safely.

5. Fuel Cooks:

(8) The low pressure fuel cock is controlled by a lever (15) which
is mounted under the engine control box on the leftfi-hand
cockpit wall. It has two posiltions marked fuel "OFF" (down
and back) and tuel "ON" (forward and up). The high pressure
fuel cock is controlled by a lever (6) mounted outbcard of
the throttle lever, which must be moved forward for fuel
"ON" and back for fuel "OFF". It is held in the forward
position by a spring catch. There are no separate fuel cocks
for the wing drop tanks. :

(b) Jetvisioning of Wing Drop Tanka:

Both wing drop tanks can be Jettisonsd by pulling up the lever
marked Jettison-Fuel Tanks positioned on the left of the
pilot's seat. (See paragraph 51 (p)(iii)),

6. 011 System:

(a) There is no oil tank, but the power unit has a sump of about
10 pints capacity, for lubrication cf the engine driven
accesgories and of engine bearings. 01l is alse to be put
into the accessory gear box, which is accessible through a
small removable plate on tcp of the fuselage just rear of
the canopy. The o0il consumption at all powers should not
exceed one pint per hour.

{

(b) . The oil pressure gauge (4h) is fitted on the left hand side
of the instrument panel, It records the maia oil pump
ﬂb.z . Dressure, which should be a minimum of 3 1b./sq. in. for
idling and psually . for flight. \
» 15-wolbs ja” ;
An OIL TEMP. \gauge (48) is fitted on the left-hand side of the !
instrument panel. It records thes tempersture of the oil at
the oil gallkry bvefore being distributed to the three main
shaft bearings and the fusl pump drives, This temperature
ﬂrgsg notcexcé\ed 80 deg. C. The minimum for opening up is -
eg. C.

MAIN SERVICES

(c)

i
\d

7. Pneumatio System: \

(a) An engine-driven \compressor charges a bottle for operation

of the brakes. Lhe triple pressure gauge (35) on the right-
hand side of the(instrument panel, shows the available

. pneumatic pressure; this should normally be 450 1b./sq. in.
and should give & pressure at each brske of 120 1b./sg. in.
This pressure which may be up to 150 1b./sg. in. will be
available even though the pressure in the bottle falls to the
seme value. ' :

(b) An engine-driven vacuum pump operates the instrument flying
panel. A suction|gauge (35) is fitted on the right-hand side
of the instrument\panel and should normally record L-4%t in. Hg.

8. Eleotriocal System:

(a) 4n engine-driven 2l4-volt generator charges two 12-volt batteries
connected in series, These in turn supply the whole of the
electrical system except the automatic engine starting system,
which must be energized by an external bhattery cart.

11
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(b) The generator main circuit is protected by a fuse fitted in the
voltage Regulator Panel and all other circuits are protected
by thermal overload circuit breakers mounted in the main
electrical panel on the starboard cockpit wall, with the
exception of the GENERATOR WARNING LIGHT circuit breaker, which
18 mounted in the junction box on the engine bulkhead and the
BATTERY MAIN circuit breaker mounted on the port rib No. 1
(acceeeible through the oil filter door in bottom cowling).

(c) All those circuit breakers which are protected by metal guard
rails on the inboard face of the main eslectrical panel, the
GENERATOR WARNING LIGHT, the BATTERY MAIN circuit breakers
(see ( b)) and the GENERATOR FIELD SWITCH (66) are intended
to be switched "ON" (down) and left in this position
indefinitely.

(d) A generator warning light (31) is mounted on the top right-
hand side of the instrument panel, The warning light
indicates when the generator is not charging the batteries.
It is wired directly to the batteries and will therefore, be
on continuously, irrespective of the position of the MASTER
SWITCH (21), whilst the engine is not running or is idling
below 5000 R.P.M, '

(e) A MASTER SWITCH (21), with GROUND end FLIGHT positione, is
fitted on the left~hand cockpit wall., Two external sockets
are fitted in the port immer flap shroud, The forward socket
is for normal ground test purposes and is marked TEST SOCKET,
The rear socket is marked STARTER SOCKET and is wired only to

the automatic engine starting system, {

(1) When the MASTER SWITCH is set to Ground:
The electrical services are isolated from the
generator and aircraft batteries; the system (except
the automatic sta‘rter) can be connected to a ground
battery if this {s plugged in to the forward socket.

(11) When the MASTER SWITCH 1s set to FLIGHT:
All the electrical services, except the automatic '
engine starting system, are ootmeoted to the aircraft
batteries; the automatic engink starting system can
be operated if a 240 ampere h ur, 24 volt ground
starter battery is plugged into the rear socket,
but only if the MASTER SWITCH is at FLIGHT.

Note: L.an attempt has been made in Error to stari the
evith the MASTER SWITCH at GROUNRy=thHo starting
wl girman immediately
. ﬂ‘,..z R disconnectin tery, either by

ry cart or by pulling
o attempt should be made
g€ the master switch from Orom Q ight
€ starting cycle is in ope\ration.

9. Hydraulio Systam: }\

(&) Hydraulic pressure, supplied by an Z‘ngine-driven pump. is

cart plug,

stored in a pressure accumulator, from which it operates the:~

Undercarriage;
Flaps;
Divebrakes;

i

when the appropriate selector lever is placed in the
required position.

V-Zt v
ici - i i i lator for one com-
“(b) Sufficient pressure will be available in the accumu or on m
(%) plete one way operation of the undercarriage, or flaps or cg’i' the dne‘
brakes, after failure of the engine-driven hydraulic pump.”.

»
R |
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pe;—afterTaIrure vi—tie—engirewdrtverhytraudte-pump.

(¢) A handpump is provided on the left .of the pilot's seat for use
when accumulator pressure is not available; with the appropriate
selector lever in the required position, operating the handpump
will transmit hydraulic fluid direct from a reserve supply in
the reservoir to the' jacks (without going through the
accumulator) under sufficient pressure to operate the desired
service (except the dive brakes) at a reduced rate.

AIRCRAFT CONTROLS
10. Undersarriage Control:

(a) The undercarriage selector lever (19) is on the rear face of
the éngine control box, and has two positions only, UP and
DOWN. When the wheels are on the ground it is locked in the
DOWN position by a solenoid. The solenoid can be over-
ridden to permit UP to be selected on the ground, in the case
of emergency, by a switch marked U/C Emergency Retraction
(18) mounted on the left—hand cockpit wall aft of the engine

i control box.

(v) The undercarriage position indicator (49) is on the bottom
left-hand side of the instrument panel. The warning lights
have dimmer screens for night f£lying, which should be open by
daylight or indications will be too weak to be noticed,

Indications are:- . p v

° ® ®T%17 the event of light globe failure.”.

Wheels locked UP oo No lights.
Wheels between UP and DOWN ses Three red lights.
Wheels locked DOWN vee Three green lights.

There is a warning horn mounted behind the pilot's seat on
the fuselage deck, and a red warning light flo) fitted next
to the R.P.M. indicator on the left-hand instrument panel,
both operating if the wheels are not locked down and the
throttle is less than a quarter open.

(e) 1r engine-driven pump pressure is not available and the
residual accumulator pressure is insufficient, the under-
carriage can be raised and lowered by the handpump with the
selector lever in the appropriate position.

11. Flaps Oontrol:

(a) Operation of the wing flaps is controlled by the selector

lever (4), marked FLAPS, next to the undercarriage selector
lever. It has three positions: UP - NEUTRAL - DOWN. Any
angle up to 80 deg. can be obtained by returning the
selector lever to neutral when the desired angle has been
reached. The selector lever will not return automatically
to neutral on completion of an operation,

(b) A flaps position indicator (50) 1e fitted next to the
undercarriage position indicator.

(¢) If engine-driven pump pressure is not available, and the
residual accumulator pressure is insufficient, the flaps can
be operated by the handpump, with the selector lever in the
appropriate position.

13

“Push/pull action of the centre control provides alternative lights inn
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[3 12, Dive Brokes Control: continue running after one sequence, the defect must be found and remedied

| The red-topped lever (5) fitted on the rear face of the control before a second attempt is made.
{

i box has two positions only - ON and OFF. The dive brakes cannot be operate Note: (a) The engine should not be re-started for four minutes
i by the hendpump while in the air. after it has been shut down to enable the fuel to drain
; . from the system. :
On the ground the dive brakes can be operated by the handpump by |
) manually tripping the non-return valve to be found on the rear face of

(b) A RELIGHT SWITCH (74) is fitted on the‘main electrical
No. 2 Bulkhead on the port side. panel which operates the torch igniters but by-passes the
starting panel thus making it possible to re-start the
engine in flight. (For procedure see Emergencies,

(a) The control column is of the .spade-grip pattern and ﬂ L2 paragraph 61)
: . incorporates the brake lever, the gun firing pushbutton, the OPERAT | ONAL CONTROLS
| cine-camera control (which also operates the G.,G.S, Camera

} 13. Flying Controls:

« i Eoi . ‘ -
( Recorder) and a spring-load PRESS TO SPEAK switca. 19. Wireless L‘qm{nncni. PR lled. The
‘ : . A TR.1520 V.H.F. set of the four channel type is installed. i
[ (b) The rudder pedals can be adjusted for length by 1lifting them trol i fve-way switch located on the lower left of the mstru-
from one slot to another, s control 1s a 1vi y switcn 10 46). A spring-loaded “press
: ment panel next to the ‘G’ switches ( . lo-arip of the
14, Flying Controls Looking Gear: to talk” switch (42) is mounted on top of the spade-grip

control column.”. .

The flying controls locking gear consists of a V-shaped fitting 2U. wuna;s

which Jjolns a peg in the floor, near the control columm, to the port

rudder pedal, and of a Y-ghaped tubular fitting which joins the control

column spade-grip to the coaming above the instrument panel. A stowage s - .

is fitted on the left-hand side of the pilot's seat. :},;:dglg;uijé :i gﬁ;eghgizgn:-gﬁigi igg,;gg :ﬁgegrglmap._ men
. . sight camera recorder can be operated by pressing the knurled

15. FElevator Trimming Tab Control: portion of the gun-firing switch., When it is set to "Fire"

the guns may be operated in the following memner:-

(a) The selective firing push-button (12) on the control column

The elevator trimming teb control wheel (14) 4is on the engine
! control box; the indicator. (22? 18 on the top left-~hand side of the :
instrument panel.

Pressure at bottom of knurled push-button fires guns
. Group 2 (outer pair), .

16. Wheel Brakes: Pressure at top of knurled push-button fires gun
Group 1 (inner pair).

The brake control lever and parking catch are on the control . =
column. Differential control of the brakes is afforded by a relay valve Ffl/‘ 2 Prigzuzg zzh:;ntre of k:tmrled push-button fires all
connected to the rudder pedals. - g g .

ENGINE CONTROLS Note: G.G.S. Recorder Camera will not function unless the Cine|

- Camera Switch is on.”. . prov1ded\
Throttle Control: i o vpva v u I _ . -
17. Cine C%gmera wa‘cchi }(129) atnd G&Sh (hé[.a)stfr Switch (60) are ON.
- 1 - (b) e gyro-gunsight master switc 0) is on the electrical
(=) Atggrg;;i:elzxgirgg)'b:)n;:‘kig igl\onliﬂﬁggﬁg cogtpingi ixjigt:le.g n penel, the combined dimmer and selector switch (29) is on the
used to regulate power in the normal way, The lever must be top right-hand side of the instrument panel, and the ranging
operated very slowly and at a uniform rate, The friction control is incorporated in the top of the throttle lever.
:g’i\mgig(Zzbigoggrgixewgggi?e control box above the elevator (¢) There 1s & cine-camera footage indicator (39) on the lower

right-hand side of the instrument panel.

(b) AogTégEggﬁg-(ﬁg‘;G:nSSi%xoﬁ g;ﬁ;z\'xring:i;:oz.hﬁ;}g;e@ () The gyro-gun §ight camera Recorder (27) is stowed on the
mounted on the lower left-hand side of the instrument panel. . ’ right-hand side of the cockpit when not in use.

(e) Two.spare filaments for the gyro gun-sight are stowed on the

ti Controls:
18. Engine Starting Con stafboard side of the cockpit.

An electrical starter motor is fitted and is controlled by an 21', Signalling Equipment :

automatic system which is operated by the En\IGmE(S'gz)\RTING pushbutton (75), :

and interlinked STARTER CIRCUIT SAFETY switches (7 on the electrical

panel on the right-hand cockpit wall. This pushbution, which should be () The ype, B0, 9634 224 00,9504 controller units (40) are ritted

vressed for about two seconds and then released, sets in motion the nstrument panel.

timir system which automatically controls and operates the starting §

sequgxgices; it provides first a turning period sufficient for attainment of (b) T?gusletoilitgr fo:ghthe ?_CR'?_QSQ‘ is operated by a push-button

the correct R.P.M, before combustion commences, and then a further period . switch on the main electrical panel,

to allow R,P.M. to build up sufficiently to ensure satisfactory runni.

before the starter motor is cut out. If the engine fails to start or to (c) Th$o§d§ﬁ§i£;§§§i22 %‘;g:t;uggfbsgg:§°%é;§* Ei :nheog: 2551'::2{03:511931
14 h ’

15
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12, Dive Brakes Control:

The red-topped lever (5) fitted on the rear face of the control
box hes two positions only -~ ON and OFF. The dive brakes wcannot be operate
by the handpump while in the air.

On the ground the dive brakes can be operated by the handpump by
manually tripping the non-return valve to be found on the rear face of
No. 2 Bulkhead on the port side.

13. Flylng Controls:

(a) The control column is of the spade-grip pattern and
incorporates the breke lever, the gun firing pushbutton, the
cine~camera control (which also operates the G,G.S. Camera
Recorder) and a spring-load PRESS TO SPEAX switca.

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

14. Flying Controls Loeking Gear:

. The flying controls locking gear consists of a V-shaped fitting
which joins a peg in the floor, near the control columm, to the port
rudder pedal, and of a Y-shaped tubular fitting which joins the control
column spade-grip to the coaming above the instrument panel. A stowage
is fitted on the left-hand side of the pilot's seat.,

15. Elevator Trimming Tab Control:

The elevator trimming teb control wheel (14) 1is on the engine
control box; the indicator. (2?? 18 on the top left-hand side of the :
instrument panel.

16. Wheel Brakes:
The brake control lever and parking catch are on the control

column., Differential control of the brakes is afforded by a relay valve
connected to the rudder pedals.

ENGINE CONTROLS

17, Throttle Control:

(a) A throttle lever (8) marked SHUT - THROTTLE - OPEN, fitted in
the engine control ‘box, 1s the only engine control and is
used to regulate power in the normal way. The lever must be
operated very slowly and at a uniform rate, The friction
control (7) is on the engine control box above the elevator
trimming tab control wheel,

(b) A JET PIPE TEMP. gauge (51), an R,P.M., Indicator (53), an
OIL TEMP gauge (48) and an oil pressure gauge (Ll}) are °
mounted on the lower left-hand side of the instrument panel.

18, Engine Starting Controle: .

An electrical starter motor is fitted and is controlled by an
automatic system which is operated by the ENGINE STARTING pushbutton (75),
and interlinked STARTER CIRCUIT SAFETY switches (76) on the electrical
panel on the right-hand cockpit wall. This pushbutton, which should be
pressed for about two seconds and then released, sets inmotion the
timing 8System which automatically controls and operates the starting
sequences; 1t provides first a turning period sufficient for attainment of
the correct R.P,M, before combustion commences, and then a further period
to allow R,P.M. to build up sufficlently to ensure satisfactory running
before the starter motor is cut out., If the engine fails to start or to

14

21,

AL
OPERAT | ONAL. CONTROLS
“19. Waireless Equipment : .
A TR.1520 V.H.F. set of the four 'chanlnel1 type is installed. The
rol i five-way switch located on the lower I nst:
ﬁ?éﬁ O;ansela next toythe ‘G switches (46). A sprmg—loaqu pr _3155
to talk” switch (42) is mounted on top of the spade-grip of the
control column.”.
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continue running after one sequence, the defect must be found and remedied
before a second attempt is made. .

Note: (a) The engine should not be re-started for four minutes

after it has been shut down to enable the fuel to drain
from the system. .

(b) A RELIGHT SWITCH (74) is fitted on the main electrical
panel which operates the torch igniters but by-passes the
starting panel thus making it possible to re-start the
engine in flight, (For procedure see Emergencies,
paragraph 61)

left of the instru-

ZU. uunsa:

(a) The selective firing push-button (12) on the control column
spade grip, is fitted with a spring-loaded safety flap. When
the flap is at SAFE the cine-camera and/or the gyro gun-
sight cemera recorder can be operated by pressing the knurled
portion of the gun-firing switch., When it is set to "Fire"
the guns may be operated in the following manner:-

Pressure at bottom of knurled push-button fires guns
Group 2 (outer pair), :
Pressure at top of knurled push-button fires gun
Group 1 {inner pair).
Ff 2 Pressure at centre of knurled push-button fires all
I"* - guns together. .

The cine-camera and/or the gyro gunsight camera recorder
function simultaneously with each of the above three
operations.

. provided \

/_Ei—\;e’Camera Switch (59) and G.G.S. Master Switch (60) are ON.
(b) The gyro-gunsight master switch (60) is on the electrical

panel, the combined dimmer and selector switch (29) is on the
top right-hand side of the instrument panel, and the ranging
control is incorporated in the top of the throttle lever.

(¢) There is a cine-camera footage indicator (39) on the lower

right~hand side of the instrument panel.

(d) The gyro~gun §ight camera Recorder (27) is stowed on the
right-hand side of the cockpit when not in use.

(e) Two spare filaments for the gyro gun-sight are stowed on the

stalboard side of the cockpit.

Signalling Equipment:

(a) The type BC.965A and BC,958A controller units (4O) are fitted
on the lower right-hand side of the instrument panel.

(b) The detonator for the SCR.695A is operated by a push~button
(64) switch on the main electrical panel, .

(¢) The identification lights are controlled by an ON-OFF switch

(70) and operated by a push-button (69) on the electrical panel.
15
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Cookpit Equipment:
22, Stiding Hood:

.

(a) The sliding hood is opened and closed by the crank handle (772
mounted on the right~hand cockpit wall. A spring loaded plunge:
which is located in the crank-handle, engages in one of ten
positions on the base plate., This permits the hood to be locke
in any desired position.

25.

A tor

26.

\

((b) When closipg the hood, the crank-handle should be rotated with
sufficient force to ensure that the spring-loaded plunger
engages in the next hole after the one in which it would engage
if the extra force were not used. : 27.

(¢) The hood can be jettisoned in flight by operating the yellow

CANOPY JETTISON handle (79) forward of the normal crank-handle,

(d) A push-button on the outside of the fuselage, marked PRESS RED
BUTTON TO RELEASE HOOD, is pressed to permit the hood to be
opened from the outside.

23, Cookplt Heating and Ventilation:

(a) Cockpit heating is provided and is controlled by a CABIN BLOVER
AIR lever (65) marked OFF -~ HOT - COLD, mounted on the
right-hand cockplt wall, to the rear of the electrical panel.

(b An adjustable cold alr ventilator is fitted on the left-hand
cockpit wall, beneath the coaming. The ventilator embodies
a non-return valve to prevent leakage of alr when the cabin
1s pressurised. 28,

2L}, Cabin Preasurising: .

(a) A three-way CANOPY SEAL cock (78) is mounted on the right-hand
cockpit wall forward of the crank-handle. The cock admits air
pressure to the rubber cabin seal from the engine blower :
casing when turned to ON, or deflates the seal through a
connection to the suction side of the vacuvum pump when turned
to OFF. The cabin seal must only be inflated when the sliding
hood is closed and must be deflated before the hood is opened
as the rubber canupy seal will be torn or chaffed by the
sliding canopy.

29.

(b) The pressurising air is supplied to the cabin from the impellor
casing through the cabin blower control, on the right-hand side
of the cockpit. No pressurisation is possible below 15,000
feet as the cabin pressure is automatically controlled by a
YWestland valve set to start at this altltude. The cabin
blower control admits alr which has been heated by compression
from the impellor casing and leads it through the CABIN BLOWER
AIR control to the cabin. The CABIN BLOVER AIR control merely
allows, progressively, this hot air to pass over or by-pass
the cold radiator situated on the starboard side of the
fuselage, according to the position of this conti®ol selected
by the pilot. Cabin heating is available from the starting of
the engine even though the Westland Valve does not allow 30.
pressurising until the selected altitude 1s reached.

{¢) The cabin altimeter (34) on the right-hand side of the instrument right of the gun sight,

panel will show the altitude corresponding to the cabin pressure,
and the pilot should regulate his oxygen supply to correspond
with this altitude. ’

16
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(32).
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A cabin pressure gauge (33) and warning light (36) are also
provided. The warning light glows when the cabin pressure is
I 1b./sq. in. below the standard; this light may flicker oa
and off during the ciimb.

Seat Adjustment:

A lever on the »ight-hand side of the seat provides adjustment
height.

Pilatts Seat Harnese:
A pilot's harness lock is on the right-hand side of the seat.
Oaygen:

A Mark XIC oxygen regulat‘or (37) with high pressure control

and indicator are mounted together on the right-hand side of the
instrument panel, Access to the charging valve is gained through the
gtarboard ammunition door. :

Important Warning: Under present procedure in AP.1275A, emergency
flow valve of oxygen regulator Mark XIC is
normally locked by soft copper locking wire.
This wire should be removed in aircraft
undertaking flying sabove 35,000 ft., whether
cockplt is atmospheric or pressurised, so
that, in possible event of annoxla, emergency
valve can be operated without effort. Locking
wire must be replaced before despatch of
aircraft to any other station.

¥Vindsoreen De-Ialng:

A hanipump (72), with a regulator, is mounted on the bottom

right-hand s;de of the instrument panel.

Cookpit Lighting:

(a) The Dual System of cockpit lighting is used, and consists of
red lights for general cockplt and instrument illumination,
and ultra violet lights for instrument panel illumination,
The ultra violet lights are controlled by one dimmer switch

Elg. The red lights are controlled by two dimmer switches

2), (3), one of which vperates the red light illuminating

the mein electrical panel, and the cther operating -the three

remaining red lights, The three dimner switches are mounted
on a wooden block on the- port cockpit wall just below the
canopy rail, and forward of the pilot.

(b) An emergency red light (25) is fitted on the gyro-gun sight
. brackets and is supplied from an Accumulator mounted on the
port side of the cockpit forward of wvhe instrument panel, The
light is operated by an EMERGENCY LICGHT Switcn (20) mounted
directly under the three dimmer swihches,. thus ensuring that
the piiot is not left in complete darkness in the event of
failure of the aircraft genersl services supply.

Compasg:

A type E.2 compass, (28) is mounted in front of the pilot, to the

The compass is a stand~by in case of failure to the R,I, compass

1y - “Pilots are warned that the re-
corder bracket, when .irtted, can cause marked deviations, of up to
20 degrees on the E.2 compass. The position of this bracket during
compass swinging should therefore be recorded on the compass cor-
rection card.” .

e
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'

31. Bngine Fire Extingulsher: | : PART 1| - HANDLING

A micro switch operated by the CABIN BLOWER AIR control lever 2 Prebimtiiiries:
ensures that the extinguisher capnot be inadvertently operated while this § 32. *
pressurising control is open. This precaution is necessary as the fumes (a)
are extremely noxious and unless the lever is at OFF they would be forced a
into the cockpit. A FIRE warning light (30) is provided and operation is
controlled by a push-button (see also Emergencies, paragraph 60, ).

fore entering aircraft check that:

) The ground 18 suitable for starting up and no loose
articles in front or behind air intake. i

) There is an unobstructed taxy path.

) A1l covers, tethering ropes and control locks have been
removed,

(#v) There are chocks in front of the wheels.

-‘(ﬂr) Tyre and oleo leg preasures are correct, Locking pins
& removed, Nose wheel straight for taxying.

(vi) The blanking plate is removed from the jet pipe.
(vii) Cowlings and fuel caps are secure.

(viii) No loose articles in the cockpit.

(b) On entering the cockpit:

} (1) Avoid standing on the canopy runners when entering the
cockpit.,

|
|
l
|
|
|
] v (i1) Check canopy lock and movement anéd ensure windscreen is
. clean.

‘ ,(1::11) Unlock controls and test for freedom and CORRECT movement.

| (y) Adjust seat for maximum vision and then adjust rudder
| pedals,

200
DL. .2.(y) Check parking brakes ON - minimum pressure %26 1b./sq. in.
in main system,

| (1 Check Master Switch on FLIGHT. All individual electrical
i . services switches mounted on top of the main electrical
| panel are OFF,

| (vit) Check Undercarriage selector lever in DOWN position,
! - Undercarriage position indicator lights GREEN.

| (viii) Dive Brakes control lever OFF,
I (1x) Canopy Seal control lever OFF.

(x) Cebin Blower Air Control OFF,

Ale. . || Check contents of fuel tanks.

‘ “Check fhe operation of the hydraulic-hard pump by raising and
\ lowering the} flaps; return selector lever to neutral.

\ Warning : Flaps must not be operated with \ground starter battery
’ 37 connected.”. | of the Fiel System:

. ’ 1l All permanent tanks (and the drop tanks if used), feed the engine
| through the L.P. Fuel Cock which 18 operated by a lever on the. lower
portion of the engine Control box and a high pressure cock which is mounted
outboard of the throttle lever. Both these levers must be in the ON
position for filel to reach the engine,

19




r",’ “34, Starting the Engine:

o

B i

i)

‘ into the starter socket in the port flap shroud.
(¢) Turn Ground/Flight switch to FLIGHT.

Note: 1f aircraft batteries are flat it may be necessary to use an
i external 24 volt hattery in the front, or test socket, in which
"f L.2 . case the Ground/Flight switch should he at GROUND until

| the starting cycle is complete and the engine idling satisfactory.
f Y (d) Check L.P. cock ON (fully forward and up). Sect FL.P. cock
[ i ON (fully forward). Check fuel contents. Check fuel pressure
. warning light (34) ON.

0 (e) Fully close throttle lever.

f‘" (f) Switch ON interlinked S.C. SAFETY switch (76) and
; BOOSTER COIL ISOLATING switch (54). .

;"‘% (g) Check TFuel Pressure Warning light OUT (24).

i (h) Press ENGINE STARTING button (75) for two (2) seconds
~ and release.

i

‘ “(i) After ignition has taken place the engine will accelerate to

‘ ’ idling revolutions (2500 plus or minus 200) without further

attention. A normal start should begin 10/15 seconds after

- pressing the engine starter button and be completed 45/50

seconds after. For this reason, the ground battery socket

‘i MUST NOT BE REMOVED until 2 minimum time of 45

| seconds has elapsed since pressing the starter button. The

H normal starting sequence after pressing the engine starter

1’[, button will be the noise of preliminary engagement of the

1 ) engine starter motor, followed by a gradual increase of

ik engine R.P.M. to idling figures. No attempt must be made
! to assist the engine to reach the idling R.P.M. by opening |

' the throttle during the starting cycle. During the starting

& period the jet pipe temperature may momentarily exceed

the maximum idling temperature of 550°C.

. reached a maximum of 600° C. the H.P. cock should be closed
S and an investigation carried out on the state of the aircraft and
ground batteries before attempting further starts.
(k) Before taxying check that ground starter equipment has been
‘ removed then raise flaps and check hydraulic operation by
‘ opening and closing dive brakes.
i (1) Switch on R.l. compass and wuncage artificial horizon and
| directional indicator.
\ (m) When throttle is opened to taxy check that Generat>r Warn-
} ing light (31) goes out at approximately 5000 R.P.M.
! . - R
}

Flaps — When starting equipment is disconnected and removed,

select UP. ) .
Dive Brakes — Check operation by opening and closing.

|

|

I

]

’i,

h to each brake.
“‘ . Jet pipe temperature — Under 550°.

! R.1 Compass — ON. ,

1[ D.1 and A.H. — Uncaged and synchronised.
' Radio — ON and operating.

N (@I NN L, I~ sranlu?) g

(a) E?\?ure flap lever is in the DOWN position and brakes locked -
ON. :

(b) Have a 240 ampere-hour, 24 volt, ground starter battery plugged

K..M. retuses to increase and jet pipe temperatures have |

- mer . T 4 ) )
«35 Check list before Taxying: E— L

Brakes — At least 200 1b./sq. in. in main system and 120 1b./sq. in.

. pn




fr”:’.' “34. Starting the Lngmne:

il (a) Ensure flap lever is in the DOWN position and brakes locked
i ON. :
wf
A (b) Have a 240 ampere-hour, 24 volt, ground starter battery plugged
into the starter socket in the port flap shroud. :
' (¢) Turn Ground/Flight switch to FLIGHT.
o Note: 1f aircraft batteries are flat it-may be necessary to use an nd
I external 24 volt battery in the front, or test socket, in which g
L 2 . case the Ground/Flight switch should be at GROUND until
e 3 ; ¢ at b ) mtio
‘ | the starting cycle is complete and the engine idling satisfactory.
L (d) Check L.P. cock ON (fully forward and up). Sct H.P. cock
|! | ON (fully forward). Check fuel contents. Check fucl pressure e
0 warning light (34) ON. T
. R cottle - n
. (e) I:ul?y .close thlA()lll(, lever. o Pted
(e
| ’into
the
as
- red
e mmaeea wanas vaas quLole  artcl o pProssig erngine
staxunn button will I S¢ of preliminary cngagement of 6)
engine starter 11 and the then gradual increase of engine
R.P.M. to g figures. During this operation jet pipe tem-
“ perat (S may momentarily exceed maximum permissible idling g
peraturce of 550° C, :
(i) In event of ground and aircraft hatteries being not fully charged p to
it is possible that after preliminary light up of the engine duxmo hng
the starting cycle it will be found that the engine R.I.M. will T,
not build up to idling figures and jet pipe temperatures have
exceeded normal maximum. When under this condition engine
R.P.M. refuses to increase and jet pipe temperatures have . L
reached a maximum of 600° C. the H.P. cock should be closed ha
and an investigation carried out on the state of the aircraft and
ground batteries before attempting further starts. Ln
(k) Before taxying check that ground starter equipment has been '
removed then raise flaps and check hydraulic operation by
opening and closing dive brakes.
(1) Switch on R.1. compass and uncage artificial horizon and
directional indicator.
(m) When throttle is opened to taxy check that Generatsr Warn-
- ing light (31) goes out at approximately 5000 R.P.M.
- IUEeL . T o G888
35 Check list before Taxying:
Flaps — When starting equipment is disconnected and removed,
select UP. . .
. Dive Brakes — Check operation by opening and closing. )
i Brakes — At least 200 1b./sq. in. in main system and 120 1b./sq. in.
"9‘ to each brake.
|| . Jet pipe temperature — Under 550°.
i R.1 Compass — ON. )
H D.1 and A.H. — Uncaged and synchronised.
' Radio — ON and operating.
— ()w:_‘()bkd. st g e———



wel.”. ) L
35 Checl list before Taxying: —

P
. ——wws=w— 0 40 AN muoh of the cockpit check and
_4 —- preparations tor tuka-ofl as possible before starting

i the engine, in order tuv mvoid excussive waste of fuel !
ﬂul whilst 1dling on the xround (approximate fuel consumptiof
*  whilst idling on ground is gals, per hour). I

(2) Any attempt to start with "The MASTER SWITCH. atl GROUND
wlll demage the starter equipment., This will be
accentuated if, after commencing the starting seguence,
the MASTER SWITCH is then changed to MLIGHT, If in |
error an attempt has been made to start the engine on |
GROUND, the ground crew should be immediately instructead}
to cut the external supply at the battery cart. |

(3) Before starting the engine, check tirat depeeierrtraice
H ‘. T dp-pomiideony that the alrcraft is facing into
e wind and that nothing behind it will be damaged by the

"wake" of the jet, the danger length of which extends
more than 100 yards.

(a) Have a 240 ampere~hour, 24 volt ground starter battery plugged
intc the starter socket in the port flsp shroud.

(b) Ensure that the throttle lever 18 fully closed.
(c) set both H.P. and L.P. cocks to"FUEL ON".

(d) switch ON the interlinked STARTER CIRCUIT SAFETY switches (76)
and the BOOST COIL ISOLATING switch (5L),

(e) When FUEL PRESSURE Warning Light (24) goes out, press ENGINE
STARTING button (75) for two seconds and then release.

ni

(f) After ignition has taken place the engine will accelerate up to

idling R.P.M. (2000 - 3000) without Ffurther attention. A
normal start should take place 10 - 15 seconds after pressing
the Engine Starting Button. An increase in R,P.M., and J.P,.T
will indicate when the engine has started. The J,P, T, may
momentarily exceed its maximum reading. :

(g) Before taxying, check all temperatures and pressures and the
operation of the engine~driven hydraulic pump by opening and
closing the dive brakes. FEnsure that the generator is
charging the accumulators, at between 5000 and 6000 R.P.M,,
by noting that the power failure warning light goes out when

— ﬂ‘!l_ -P.M. raanhas ENAA" &lce . . as . T TR

i i i X ible of the cockpit
te: (i) It is advisable to do as much as possi th .
Note: () check and preparations for take-off before starting.
ii tarti 3 i hat the aircraft is
ii) Before starting the engine, qheck th the | s
(i facing into wind and that nothing behind it will be cllamf
aged by the “wake” of the jet, the danger length o
= -
which extends more than 100 yards.
(iii) Do not run up-the engine. It is unnecessary and wastes
) 2] .

2668~

Flaps — When starting equipment is disconnected and removed,
select UP. - : ) ;

Dive Brakes — Check operation by opening and closmg. )
Brakes — At least 200 1b./sq. in. in main system and 120 1b./sq. in.
to each brale. .

Jet pipe temperature — Under 550°.

R.1 Compass — ON. )

D.1 and A.H. — Uncaged and synchronised.

Radio — ON and operating. B
(1-;‘»—')\,--1()""7‘«& nnlu” g IR )




VAMPIRE |
FINAL CHECKS FOR TAKE-OFF

HARNESS “ee SECURE - CANOPY LOCKED -
OXYGEN ON
TRIM .o NEUTRAL

“H.P. AND L.P. COCKS FULLY ON

re.  CONTENTS CHECKED
FUEL PUMP EMERGENCY SWITCH
ON [LIGHT (73) ON] (BEFORE RE-

p" N LEASE OF BRAKES PRIOR TO TAKE-
OFF RUN)
’ FUEL PRESSURE WARNING LIGHT
(24) OUT” . o
FLAPS " e UP (OR 30° DOWN |F REQUIRED)
DI VE BRAKES OFF (CLOSED)
DIkECTl(NAL INDICATOR ... SYNCHRONIZED WITH COMPASS
AND UNCAGED
AR T TR T T Y ik "L T T A A ITCT T il

FINAL CHECKS FOR LANDING

HARNESS ses SECURE - CABIN BLOWER AIR OFF
CANOPY SEAL OFF

BRAKES ... 450 LB, s@. IN. (420 LB, Sa. IN. AT
EACH WHEEL)

UNDERCARRIAGE ...

“CONTENTS CHECKED )
FUEL PUMP EMERGENCY SWITCH ON

DOWN AND LOCKED (MAX. SPEED 175 KNOTS)

Pe2a ™ (LIGHT ON)
FUEL PRESSURE WARNING LIGHT
ouT”
FLAPS - 300 DOWN (FULLY DOWN ON FiNAL)

OFF (CLOSED)

DIVE BRAKES

23




36.

37.
H

T

F

R

Dive Brakes

38,

(]

L2,

“Note:

Directional Indicator OFF.”

“(f)) 613&11 the throttle slowly to 8500 R.P.M.

R.A.A.F. PUBLICATION NO. 839

Taxying; N

(a) The nose wheel can swivel freely through 360 deg, and it is
easy to meke turne of such short radius that the inside main
wheel remains stationary., This must always be avolded since
it causes undeslrable stresses on the tyres and oleo legs.

(v) The throttle must not be opened rapidly or excessive Jet pipe
temperature will result.

(o} Taxy -with due regard to safety in the event of breke failure,

‘ but reasonably guickly as the fuel consumption at ground
level, even at taxying R.P.M., is exceptlionally high. Once
the aircraft is rolling harsh use of either brake is to be
avcided, as when the airoraft stops or slows down a great -
deal of fuel is wasted in moving again.

Cheok List Before Take-off:

- AHameBs ‘Secure - Canopy closed and locked.

Oxygen "ON", if required
Elevator ~ at typical service load
(full ammunition full fuel. with or
“F — FUEL — Both H.P. and L.P.
cocks to Full ON.

Check fuel contents.

FUEL PUMP EMERGENCY switch

ON (Warning light (73) ON) (after
release of brakes prior to take-off para.

38 (h) ).
‘Fuel pressure

- Trimming Control -

- Fuel

AL .2,

- Flaps

warning light (24)

L vagoe
lagainst the brakes. ~Switch

ON the FUEL PUMP EMERGENCY switch. (Corl'?JCt Opfi_li;\;loil;
of the Fuel Pump| Emergency switch will be shown 13’ &e‘_ The
engine R.P.M. as the fuel pumps are isolated from each O e b
amount of rise is not consistent on individual engines an traments
over g range of 200 to 1500 R.P.M.). Check all engine mstru

and if satisfactory, release the brakes.”.

(¢) Xeep Etiaight initielly by gentle use of the brakes, then,
as speed 1s gained, by use of the rudders,

(d) Esse the nose wheel off the ground at alout 70 - 75 knots
I.A.S., Care must be taken not to get the nose wheel too
high or the tail may touch the ground. The airoraft, which
does not unstick cleanly, should be flown off at about
105 knots I,A.S,

(e) When comfortably airborne brake the wheels and retract the
undercarriage. When Adrop tanks are carried it is essential
to raise the undercarriasge before 125 knots I.A.8, is

R attained; otherwise the wheels may not lock up.

H/) If the undercarriage does not tully retract it may be m-

dicated by either a red or a green light for the particular

leg — usually a green. A red light indicates that the leg

itself is not fully repracted and a further indication of this

is a rolling or yawing tendency of the aircraft. A green

light indicates that the main wheel door fairing is not

correctly in place. The handling characteristics of the
aircraft are not normally affected by this.

Negative ‘G’ may correct the state in either case, but the
most certain method is to reduce speed, lower the under-
carriage fully, further reduce speed to below 120 kts. and
_select up..




AL-2.

Ae.3.
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(11) If the solenoid lock sticks and
prevents the .sel
lever from being raised, it can be qver-ridd:: E;tor
operating the U/C. EMERGENCY RETRACTION switch on the
port cockpit wall aft of the engine control box.

“(f) Raise the flaps (if used) at a safe height. ~ j

(g) Havmg Obtallled a 1eaSOllable safety hei ht aAPProxim; y O {L
switch OI I the FUEL PUME E] [EI{(;:EIJ(:& S\Vlt(h 5.‘)
( varnng llght (:‘3) 0[1[.). . : . ( )

N (h) Set the CANOPY SEAL control lever.to ON,

39. Climbing:’

(&) Do not start to climb until a s:
t peed of approximatel,
:xl-:égo— 12(51 lé.nots és reached and endeavougpto reac; ¥he
mmended speed as soon as possilble. haximum
;i;m’b'ruse 12£000 l;.P.M. at not more than mug r;‘;: of
e Temperature for a maximum of a th
v o e of 30 minutes, and the

A ds:-
“From sea level to 10,000 ft. — 280 knots I.A.S.
Above this height reduce airspeed.

2 Knots per 1,000 ft. up to 20,000 -ft.
3 Knots per 1,000 ft. up tp 20-30,000 ft.

(b) Du > ! .
:{ 4 Knots per 1,400 ft. up fo 30-35,000 ft. S
a until a constan{ Mach number of .65 is attained..” B
h Continue climbing at conftant Mach number of 165."

I1 uusve I0,UVUUTEET TNe Can regsur
19 : S

izixdicated by the cabin altimeteg readimﬁeug:ﬁ:ﬂagu;‘x:,
ali'ctx;aft altimeter and/or the warning 1light coming on, the
clim should not be continued above 35,000 feet, i
35 xggot?:egilg:‘ ﬁ};cilld gdjust the oxygen supply for "above

elow " ac
al%imeter reading. 5,000 feet" according tg the cabin

Note:' The temptation to climb [
at a speed comparable t
g};z}‘. recommended for any contemporary propelle(z)'-
ven, single-seat fighter must be resisted since

-efficlency of. the jet engine is poor at low airspeed
Lo. General Flying:
(&) Stability:

At typical service load (with full
ammunitio: 1
aJ:'Lxg. directional stability are satisfactory :1): agggitudinal
: itudes and in all conditions of flight. The aircraft
lggizigi’:iiysgnjs:ﬁ%e.l When no ammunition is carried
ap y 18 decreased and there i x
tendency to tighten in turns at Bt Dporlent
low alrspeeds.
more noticeable at high altitude (see pa?azr:ph }Ei?i%?

(b) Changes of Trim:

Undercarriage down
Undercarriage up

Slightly nose up.
Slightly nose down.

Flaps down -- Nose dow.

: n.
Flaps up - Nose up.
Dive Brakes open (ON) - Nose up.

Dive ' Brakes closed Nose cown,

(OFF)
26

During the ‘

R.A.A,F, PUBLICATION NO. 839

(¢) controte:
(1) The controls are 1ight and well balanced .and the

aircraft is pleasant to fly. The elevator is powerful

throughout the speed range, and large sccelerations
may be induced with small stick forces. The ailerons
and rudders tend to lose effectiveness at low speeds.

he elevator trimming teb is 1ight and moderately
powerful but less effective at high altitudes.

(111) The dive brakes are efféctive but promote considerable
vibration when open.

gpeed in oonditions of Poor

(11) T

{8) Frying at Reduoed AlT

Visibility:
Use the dive brakes to reduce speed to 155 knots I.A.S.,then
lower 30 deg. of flap end close the dive brakes. Speed may

then be reduced to not less than 140 knots I.A.S.

(e) Throttle Manipulation:
ally be operated very slole to avoid

high temperatures, surging and (if above 20,000 feet)
"plowing out" of the flame. In emergency, however, at low
altitudes, as in the case of a baulked landing,the throttle
may be opened with reasonable speed.

The throttle should norm

y1. High Altitude Fiying:
rvice load, stability remains

-ordinated movements of the

(a) At 35,000 feet with typlical se
This is accentuated

setisfactory but harsh or unco
controls cause a wallowing effect.
when flying without ammunition.

here is a slight tendency to tighten in steep turns making

() T
it easy to stall the aircraft.

(¢) Above 30,000 feet, the pllot should constantly check the
correct functioning of the pressure cabin and oxygen supply.
In the event of failure of elther, it is essential to
descend to a moderate altitude as quickly as possible
without exceeding the limiting indicated Mach number. In
addition the oxygen regulator should be set to the
emergency position.

) Speed builds up quickly on descending and it is advisable to
use the dive brakes. Care must be taken not to exceed the

1imiting indicated Mach number,

(a

(e) A total of 80 gallons of fuel, read in level flight, must be
left for the descent and landing, as the windscreen may
become iced up on descending, and it will be necessary to
fly at low altitude for 5 - 10 minutes, to allow for de-
icing and de-misting. (See paragraph 55, "Economical

Flying".)

42, Stalling:
' (a) The stalling speeds, eng:(ne off, in knots I.A.S. are:-

Flaps and Undercarriage Down: I.A.S
R 1, We. - Ibs. Knots
0~ FS,

8,000 without drop tanke -
L7
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(ii) If the solenoid lock sticks and prevents the selector
lever from being raised, it can be over-ridden by
operating the U/C. EMERGENCY RETRACTION switch on the
port cockpit wall aft of the engine control box.

AL-2.

“(f) Raise the flaps (if used) at a safé height. ’ |

(g) Having obtained a reasonable safety height (approximatel : 3
VIS y 2,000 ft.)
switch OFF the FUEL PUMP EMERGENCY switd
(Warning light (73) out).”. ,,SWl,t,Ch (5

(h) Set the CANOPY SEAL control lever.to ON.

M 39. Climbing:’

(&) Do not start tc climb until a speed of approximatel
q 115 - 125 knots is reached and endeavour to reach %,he
It | recommended speed as soon as possible. J; Jeaximum rate of
) - climb use 12,000 K.P.M, at not more than . C. Jet
} Pipe Temperature for a maximum of 30 minutes, and the
recommended speed 1s:- - -

‘J A-3. u“ T e e

1

i (p) Duz;ing the climb the cabin pré’ssﬁfe ‘warning I11ght WIILl o
(‘ on at approximately 16,000 feet. The CABIN B%&TER AIR o

and the warning 1ight should go out. (If desired for
heating, the blower air can be turned on after take-off),
If abcve 16,000 feet the cabin pressurising system fails
indicated by the cabin altimeter reading the same as the,
aircraft altimeter and/or the warning light coming on, the
climb should not be continued above 35,000 feet, Dur:'Lng the
(2:]5.13'301:?5 gﬁlot ﬁ’gcl{ld gdjust the oxygen supply for "above
y eet" or "below C00 feet" ac
el bimgten reaaing. 5, et" according tc? the cabin

Note:' The temptation to climb at a speed comparable to
that recommended for any contemporary propeller-

driven, single-seat fighter must be resisted since

Lo. General Flying:
(a) Stability:

At typical service load (with full ammunition) lo
and directional stability are satisfactory 51)‘. al;xgitudinal
altitudes and in all conditions of flight., The aircraft
is laterally unstable, When no ammunition is carried
logitudinal stability 1s decreased and there is a slilht
P\ tendency to tighten-in turns at low alrspeeds. This i,s
i more noticeable at high altitude (see paragraph 41 {1)).

' }] (b) Changes of Trim:
i

Slightly nose up.
Slightly nose down.

e Undercarriage down -
Wi Undercarriage up

I

: Flaps down - Nose down.
Flaps up - Nose up.
Dive Brakes open (ON) - Nose up.

|

[ Dive ' Brakes closed Nose ¢nwn.
}‘ (oFF)

28

lever should then be pushed down to HOT or COLD as required, §

efficiency of. the jet engine is poor at low airspeedsf
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(¢) gontrote:

(1) The controls are light a
aircraft is pleasant to fly. 0
throughout the speed range, and large sccelerations
may be induced with small stick forces. The ailerons
and rudders tend to lose effectiveness at low speeds,

vator trimming teb is light and moderately
ul but less effective ab high altitudes.

nd well balanced .and the
The elevator is powerful

(11) The ele
powerf

he dive brakes are efféctive but promote considerable
vibration when open.
d Alrspeed in condttions of Poor

(111) T

{a) Flying at Reduoe
Visibility:
brakes to reduce speed to 155 knots I.A.S.,then

. of flap and close the dive brakes., Speed may
t less than 140 knots I.A.S.

Use the dive

lower 30 deg
then be reduced to no

(e) Throttle Manipulation:

normally be operated very sloﬁly to avoid

high temperatures, surging and (if above 20,000 feet)
wplowing out" of the flame. In emergency, however, at low
altitudes, as in the case of a baulked landing,the throttle

mey be opened with reasonable speed.

The throttle should

41, High Altitude Fiying:

(a) At 35,000 feet with typical ser

setisfactory but harsh or unco

controls cause a wallowing effect.
when flying without ammunition.

vice load, stability remains
-ordinated movements of the
This is accentuated

(p) There is a slight tendency to tighten in steep turns making
it easy to stall the aircraft. .

the pilot should constantly check the

£ the pressure cabin and oxygen supply.

In the event of failure of either, it is essential to

descend to a moderate altitude as quickly as possible

without exceeding the 1imiting indicated Mach number,

addition the oxygen reguletor should be set to the

emsrgency position.

(¢) Above 30,000 feet,
correct functioning o

In

! ] ble to
_\ Speed builds up guickly on descending and it is advisal
(@) gae the dive brakes. Care must be taken not to exceed the

1imiting indicated Mach numbers

read in level flight, must be
as the windscreen may

it will be necessary to
to allow for de-
"Economical

(e) A total of 80 gallons of fuel,
1eft for the descent and landing,
become iced up on descending, and
fly at low altitude for 5 - 10 minutes,
icing and de-misting. (See paragraph 55,

Flying".)

42, Stalling:
(a) The stalling speeds, engd:ne off, in knots I.A.S. are:-

Flaps and Undercarriage Down: T.A.S.

”"'./‘ .wt' - Lbs. Knots
T te——— -
- 0~ FS,

8,000 without drop tanke
L7
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l , a b, - Lda. Enots
/,
| & 9,500 without drop tanks - - qA
~ 10,400 without drop tanks - 83 ? b d
. .
i TE Flaps and Undercarriage Up:
;}N . I.A.8,
' \’ . Wt, - Ibs. Knots
r iy FolLa. 1, 8,000 without drop tanks - 8 F G5
J 9,500 without drop tanks - -8 103
' 10,400 without drop tanks - -58~
| oz

i i Note: (The A,S.I, fluctuates badly at 94 knots,

With drop tanks, add 3 knots to above stalling
speeds,

(v) With the dive brakes or the 811ding hood open, the above
stall buffet is more pronounced,

{c} With the undercarriage and flaps up, warning of the
approach of the stall is given by slight elevator
buffeting some 15 knots before it occurs and becomes
more pronounced as it approaches. Just before the stall
there 1s some slight logitudinal pitching .and rudder
vibration and the A,S,I. fluctuates widely. At the stall
the nose drops gently but continued bavckward pressure on
the control column may cause elther wing to drop.

(a) With the undercarriage and flaps down, there ls general
) vibration and slight logitudinal pitching prior to the
stall when the nose and either wing may drop sharply.
Continued backward pressure of the control column
results in pronounced buffeting and an increased tendency

for either wing to drop. Recovery is straightforward in
both cases,

(e) High-Speed Stall:

Warning of the approach of the stall is given by elevator
buffeting and at the stall the aircraft may flick in
either direction. Stick forces are light and it is easy
to stall the aircraft at low speeds in a steep turn.

43. Diving and Figh Speed Flying:

(a) The aircraft becomes increasingly tail heavy as speéd is

(b) The elevator is light and powerful and must be used with
care during the recovery.,

(¢) It 1s advisable to use the dive brak
descents from high altitude to avol
limitations.

es when making rapid
d exceeding the speed

(@) naividual aireraft ‘are kno Y
WD to have diffsrent compress—
ibility_ characteristics. Warning of the approachmgf
I compressibility may be given by one or a combination of
. the following characteristics;~

\ . (1) A progressive backwara movement of the control column
£ for a constant angle of dive. This occurs at ’
‘ indicated Mach numbers between'approximately « 73 to

T .

28

stalling speeds are increased by about 3 knots and the prd

increased and should, therefore, be trimmed into the dive. §
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(i1) S1ight porpsising at an indicated Mach uumber between
=/ .75 and .76.

sharia snatching of elther wing from about .7¢ Mach

(14) oawards. . )
: The figures quoted in (a) to (c) above may vary
Note with different aircraft.
. (iv) As the 1limiting speed 1s approached, a progressive

nose down change of trim may occur and heavy
elevator stick forces are required to prevent the
dive becoming steeper.

the 1limiting speed the alrcraft may "break gway"
fv) AZitﬁ:r in an %pwgrd or dovmward direction.

from comgggssi&;lka,y is almost immediste on i

rottling balk W, S€ e . dive brakes, but
care mu3t be en on throtiling back at low
sltitudes as thils produces a nose down change of
trim. The elevator trimming tab should not be used
to effect recovery as it may suddenly become
effective on reducing speed and impose excessive
accelerations,

(e) The limiting speeds guoted are for calm air conditions
’ only. .

LY. serobatics:

(a) The following minimum speeds in knots I.A.S, are

recommended: -
230-250
%22; 320-340
Half roll off the %op of a loop 340-360
Climbing roll . 350 plus.

n manoeuvres in the pitching plane, stick forces are

(0 Ilight. Much helght mgy be lost or gained and an ample
marein must always be allowed for recovery to normal
£1ight.

The negative "g" trap in the fuel collector box
eneurgs a supply of fuel for not more then 15
seconds inverted flight.

Note:

L5, Check List Before Landing:

Reduce speed to 175 knots I.A.S. using dive brakes if
necessary then check:-

Emergen;y Fuel Pump ON,
Pneumatic supply pressure 450 1b./sq. in.

Brake pressure at each vheel 120 1b./sqg. in.

Cabin blower air lever OFF.

Canopy seal OFF,

Fuel Contents

Lower the undercarriage and check the indicators and warning
light.

Reduce speed to 155 knots I.A.S. and check:-

30 deg. down (fully down on final approach).

leps
Bive OFF (selector UP).

Dive Brakes
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( At the maximum landing weight of 10,134 1b, the recommended
a) finel approach speeds in knots I,A,S. are:-

Flaps Down Fleps Up

'l b ‘ 6.  Approaoh and Landing:
|
ol
|
|

» Hi Au:!. Glide or engine assisted 105 95 X051
! IH At maximum landing weight on 7 - 90 20O Y
. unprepared runways (8,500 1b.) 4

Note: The final speed on approach, whether engine assisted or not
is quoted at one figure, This 1s because of the ugual

| technique employed on jets of closing the throttle over

[ the fence to allow for the slow decelleration of the

. aircraft. R

The initial approach should be made some 15 knots sbove these
' figures,
)

the approach should be low and fairly flat. Speed drops off
! slowly and very little power is required. In emergency, \
i 5’ when landing with full internal fuel, the above speeds should §
i

1

|
l’ The aircraft reguires a long run for a flapless landing and
|
|
i be increased by 5 knots,
(b) The response to throttle manipulation is not as prompt as on a
propeller driven alrcraft and early corrective actlion must be
o taken 1f undershooting. Owing to the absence of propeller
[ drag, decelleration is slow when the throttle 1s closed,

i (c) yaxe a normal tricycle landing holding the nose wheel clear of

| the ground. Hold the nose-wheel off the ground as long as

! possible to shorten the landing run. Do not apply the brakes

”, until the nose wheel has settled firmly on the ground, and
apply them gently and progressively in short applications.

l L7, Going Round Againe

4 Always use full power.
() open the. throttle slowly to full take-off R.P,M.

(b) Raise the undercarriage and climb initially at about 140 knots
I.A.8. (Undercart‘iage may not lock if epeed is in excess of
140 knots I,A.S.).

(c) Raise the flaps at a safe helght, Full flap can be raised
without any appreciable "sink",

(d) Adjust speed to normal circuit mpeed and reduce R,P,M., as
required.

Note: It must be borne in mind that response 1is not as rapiad

as on a piston engine, so any decision to £0 round
again should be made in good time.

48, Aster Landing: ‘
() Before taxying raise the flaps.

(p) Check that the cabin seal lever 1ls turned OFF before the hood
is opened.

‘i 30
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Close the throttle fully, and then move the High Pressure
(a) Fuel Cock Lever (g) to OFF.
: d while
Pressure Fuel Cock should not be close
T:geLg;{gine is running as this will evacuate the low
pressure lines, possibly damage the H.P. fuel pumps
and necessitate priming of the fuel system,
trol
#F individually the electrical services con
(®) s:al:g)r:hgrai‘mounted on top of the main electrical panel
(including interlinked S,C. SAFETY switch (76)).

(c) Check oxygen to "OFF",
(d) Set the MASTER SWITCH to GROUND.
(e) See that the air intake guards are placed in position.

(£) Brakes OFF when chocks have been placed in position.

31




R.A.A.F. PUBLICATION NO. 839
PART [11 |- OPERATING DATA

%0, Engine Data, Nene II V.H. J(,us.):

(a) Fuel - Aviation Kerogene, Spec. D. Eng. R.D. 2482 - (R,A.A.F. ) :
Ident. No. K1/10019). “Ifor usc ot emergency fuel see Emergency Fuel, paragraph 68,’

page 38.”.
(b) 041 ~ F}uid anti~rFeeze to Spec: U, T.D. LD = (KeA.A., 100U - —1——

No. X2/116.).
HI"" (¢) The principal engine limitations are as follows_:l-
1
Condition R.P.M. JP.T. | Oil Pressure | Temp. Remarks
. (Max.) (Max.) (Min.) Inlet
(Max.)
wke-off .. .. 12,300 745°C. | 20 Ib/sq. in. | 80°C. | 10 min. limit
bat .. .. 12,300 745°C. | 20 lb/sq. in. | 80°C. | 10 min. limit |
imb .. .. 12,000 705°C. | 20 Ib/sq. in. | 80°C. i 30 min. limit [
ise .. .. 11,600 645°C. | 20 Ib/sq. in. | 80°C. ) )
ng (1) Sea level | 2500 £ 200 | 550°C. | 3 lb/sq. in. | 80°C. | Minimum Oil
(1) 20,000 ft. Temp. for Open-
' to 30,000 ing Up. |
ft. .. | 4,000 (Min.) |
(1) 30,000 ft.
and above | 6,000 (Min.) — 40°C.

81, Flying Limitations:

(a) The aircraft is designed for the duties of a single-seat
fighter. Although the spinning characteristics are
considered to be satisfactory for recovery from an incipient
spin, intentional spinning should not be carried out. If a
spin occurs, normal recovery action should be initiated
immediately but care must be taken when moving the control
column forward to avoild excessive negative acceleration and
a very steep nose down attitude. The rudder should be
centralised iimediately rotation ceases, to avoid flicking
into a spin in the opposite direction.

(b) Meximum Speeds:

The maximum permissible speeds are ;-

(1) DIVING WITHOUT DROP TANKS

Sea level to 5,000 £t. - U455 knots I.A.S.

At heights above 5,000 f£t, an indicated Mach number
FlL~l. of 0.7§ 1is not to be exceeded. :
(i1) WITH DROP TANKS

Sea level to 5,000 ft. - 390 knots I,A.S,

5,000 £t. to 10,000 £t. - 365 knots I,A.S.

At heights above 10,000 ft. an indicated Mach number
of 0,65 is not to be exceeded.

(114) Jettisoning drop tanks in straight and level flight
only - 260 knots.
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(iv) Dive brakes open - |Up to maximum permissible diving

speed. .
Undercarriage down - 175 knots.
Flaps down - 1?5 knots.

52, Welght and Balchoe:

(a) It is essential thaf the aircraft b
e loaded withi
prescribed limits of weight and balance. v 7 the

These limits are as follows:-.

Maximum permissible weight for straight flyi.:
| and gentle turns (overload limit) & vine

[
Maximum permissible wei
:i flying : eight for all forms of
!

12,400 1b.{

10,400 1b.}

Maximum permissible weight for landings
(ig prepared runways

(i 10,134 1b. §

8,500 1b.

Dotum: The datum point of' this aircraft is a
i peg located
the port side of the fuselage beneath tge wing, o

unprepared runways

' Forward limit of the C.G. - 3.6 inches aft of the
! { datum (undercarriage
| At ! down).
: 1imit of the C,G. - 8.4 inches aft of the
1 datum (undercarriage
] down) .

“‘l ) (v)

i For method of correct loading of the aircraft

‘ d calculation
{ of weight and balance, see Vampir ot

J ; (RALF. Publication’No. 829) = o ont Sheet Sumary
|

53. Position Error Correctiona:

'.‘, The position error al

i ] alone is meaningless in this t

‘ i aixjcraft as the error due to compressibility is often of the ggegf f th
P.E.C. with the opposite sign applied ° ne

; . A graph of Equivalent Airspeed
!1‘ for all altitudes will be published Aspafx :m:ggrﬁeli: E‘f;xg%cated Alrspeeds

“‘lvF/Lul. 5.

l “(a) Climb: The speed for maximum rate of climb at full climbing power

is_ 280'kno_ts I..A.S. from sea level to 10,000 ft. Above this height a
. reduction in airspeed is recommended as below..

Maximum Performance:

2 knots per thousand feet ub to 20,000 ft.
] 3 knots per thousand feet up! to 20-30,000 ft.
‘}] 4 knots per thousand feet up to 30-35,000 ft.

‘ or until a constant Mach number of .65 is attained. Continue at

Mach .65.”.

|

|

: . (11) 35,000, if not carrying emergency bals-out oxygen or if
i

cabin pressure system fails to operate.
Note: M.K.30 Vampire aircraft are temporarily limited to

35,000 £t. pending modification to the perspex structur}
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Eeonomieal Flying:

As a general guide, weather conditions and circumstances
permitting, it is advisable to fly as high as possible for
either range or endurance. Jet engine fuel comsumptions
decrease rapidly with altitude, as the followlng specific
consumption figures will indicate.

Note:

Recoamended Speeds:-
Specific Consumption

(a) Flying for Rangse:
Altitude I.5.S. Xnots N.AM.P.G.
5000 feet 195 1.2%
25000 feet 195 2.33

Note: At 5,000 feet, range is reduced by 60 nautical miles for
every 5 minutes at combat power.

(p) Flying for Endurance:

Should it ever become necessary to obtain maximum endurance,
fly as high as possible with the minimum R.P.M. required to
maintain height and control.

At 5000 feet and a speed of 225 knots. I.A.S., the maximun
endurance is 80 minutes.

Safe endurance for general flying including aerobatics, is
45 minutes.

| 10, Fuel Consumption:

(a) It is important to note that, with the airoraft in normal
flight attitudes, a certain amount of fuel is not aveilable
due to the wing tank outlets being above the bottoms of the
tanks and therefore, all range and endursnce calculations
should be based on the worst case of 35 gallons of "lost"
fuel giving a total available capacity of (330 - 35) ‘which
equals 295 gallons.

The actual usable fuel for different fore and aft attitudes
is as follows:-
Datum : Horlzonta8l «ieeeeeescecesosesesascaness O14 gallons.
patum : 5 deg. nose up (normal ocruising) ...... 312 gallons.

Datum : 8 deg. nose up veeseseees 295 gallons.

teeesescreone

(b) The Following are Estimated Figures Only and Must Be Used
With Caution. Results of aoctual flight testing will be
published as an amendment list.

The estimated consumption in gallons per hour:-

. Gallons per hour
Altitude
Combat Max. Climb Max. Cont.
Sea Level 660 812 515
5,000 feet 690 X 610 490
10,000 feet ) 610 540 430
20,000 feet 460 410 . 330
30,000 feet 340 300 240
35
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(iv) Dive brakes open - |Up to maximum permissible diving-
speed.
Undercarriage down - 175 knots.
Flaps down - 1?5 knots.
52, Welght and Balchoe: .
(a) It is essential that the aircraft be load
da with:
prescribed limits of weight and bala.nce.e v i the
These 1imits are as follows:-.
Maximum permissible weight for straight flyi 12 ‘
and gentle turns (overload limit) & e »1400 lb.
Maxim N
flyinug permissible weight for all forms of 10,400 1b.Jg
Maximum permissible weight for landings
Prepared runways 10,134 1b.
(11) unprepared runways 8;500 1b.
Datum: The datum point of  this aircraft is a peg 1 |
1 ocated

the port side of the fuselage beneathptﬁe wing? on

Forward 1imit of the C,G. - 3.6 inches aft of the
datum (undercarriage

" ! down).

ATt 1imit of the C.@G. - 8.4 inches aft of the
datum (undercarriage
down).

(b) For method of correct 1
oading of the alrcraft and calculati
of weight and balance, see Vampire Weight ahion
(R.A.A.F. Publication No, 829) ERT Sheet Sumary
53. Position Error Gorreotions:

The position error alone is meaningless in this type of

aireraft as the error due to compr
BLE.C. with the oppestesCaron apglzggfbility 1s often of the order of the

A graph of Equivalent Airs
— A greph peeds against Indicat
£ Lll—h-—nuhliahed_nn_an_nmeggment 1ist??_ed Mrapecds

- - PR .} ) —
(b) C;&::inggoé bg‘h:x::dé:;t;d npondg quoted in paragraph 51 (b )
a n any olroumstances nor, to at
at ﬂtitude, should powar De inoreased beyond'thg :la;?.;ﬁmthem
continuous R,P,M, quoted in paragraph 50(c).

(¢) Maximum Altitudes

(1) 45,000 feet, if oarrying emergonoy hale-out oxygen supply.

(11) 35,000, if not carryi
ng smergency bale-out
cabin pressure sysiem fails to operate, oveen or 4t

Note: M,E,30 Vampire airoraft are tem
b porarily limited t
35,000 £t. pending modification to thg perspex s%ructur
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Eeonomteal Flying:

As a general guide, weather conditions and circumstances
permitting, it is advisable to fly as high as possible for
either range or endurance. Jet engine fuel consumptions
decrease rapidly with altitude, as the following specific
consumption figures will indicate. ’

Recoamended Speeds:-
(a) Flying for Range:

Note:

Specific Consumption

Altitude I.A.S. Xnots N.AM.P.G.
5000 feet 195 1.23
25000 feet 195 2.33

Note: At 5,000 feet, range is reduced by 60 nautical miles for
every 5 minutes at combat power.

Flying for Endvrance: ‘ R

Should it ever become necessary to obtain maximum endurance,
fly as high as possible with the minimum R.P.M. regquired to
maintain height and control.

(b)

At 5000 feet and a speed of 225 knots. I.A.3., the maximun
endurance is 80 minutes.

' Safe endurance for general flying including aerobatics, is
45 minutes.

Fuel Oonsumption: .

(a) It is important to note that, with the alrsraft in normal
flight attitudes, a certain amount of fuel i1s not aveilable
due to the wing tank outlets belng above the bottoms of the
tanks and therefore, all range and endursnce calculations
should be based on the worst case of 35 gallons of "losgt"
fuel giving a total available capacity of (B30 - 35) which
equals 295 gallons.

The actual usable fuel for different fore und aft attitudes
is as follows:-
Datum : Horizontal «eeecevcs.. vese.s 314 gallons.
patum : 5 deg. nose up (normal cruising) ...... 312 gallons.
cetseeserrareseseasessee 295 gallons.

ceoeereban

Datum : 8 deg. nose up

(b) The Following are Estimated Figures Only and Must Be Used
With Caution. Results of actual flight testing will be
published as an amendment list.

The estimated consumption in gallons per hour:-

Gallons per hour

Altitude

Combat Max. Climb Max. Cont.

515

490
430
330
240

660
690
610"
460
340

612

610
540
410
300

Sea Level
5,000 feet
10,000 feet
20,000 feet
30,000 feet

35 ,
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PART IV .- EMERGENCIES (v) Press Relight Switch Button.

i

‘ ! 7 ATt seconds have elapsed, turn on H,P., Fuel Cock.
| 57. Underoarriage and Flaps- Emergenoy Operation: (vi) After 5 seco psed,

|

]

(vil)! Release Relight Switch Button when jet pipe temperature

In the event of failure of the engine driven hydraulic pump, starts to rise,

& 1 the handpump on the left of the seat can be used to operate the , (viii)
unge;;:)arriage and rlaps through normal pipelines (See -paragraphs 9, 10 Reset throttle to required R,P.M.
i an . .
; : ! (b) -If the re-light is-unsuccessful, turn off the H.P. fuel cock
i Note: The handpump will not operate the dive brakes. i and repeat re-lighting procedure as sbove.

b 58. Siiding Hood Jettisoning: Note: (1) The E.P, fuel cock must not be left on for more than
. | 30 seconds 1if engine falls to start, and 1 minute

. The sliding hood can be jettisoned by pulling back the yellow [ should be allowed between attempt to re-light to

Lo . release lever mounted on the right-hand cockpit wall forward of the hood permit sny residual fuel to be blown from the

1 crank handle. Before jettisoning the hood, the seat should be lowered combustion chambers.
] ‘ fully, and the pilot should keep his head well down.
|
1
|

(2) Better re-lighting is obtained if the I,A.S, 1s as
59. Jettison Drop Tanks: . low as possible when H,P, fuel cock is turned onm.
; To Jettison the wing drop tanks (when fitted) the pllot shoul (%) Re-light mey be difficult above 15,000 feet, but
) ' pull up the lever mounted on the front face of the bulkhead behind and to n[,'}_. should occur in normal time below that height.
; | ‘ the left of him. Speed should be reduced to less than 260 knots and tanks *
|

 Porme Emecensc
should be released in level flight, (¢} If combustion again .ceases when ’cr@ﬁamaw awit?ﬁx

| " : } is switched "OFF", the inference is that the Barometric
; 6o, Firs Extinguieher: : Pressure Control Valve is faulty. Re-light procedure
i again be adopted, with the EMBROENCY~FUEE-] switch "ON'" and
! (8) The engine fire-extinguisher is controlled by a shielded push- left on after the restart. The R,P.M, will then be controlled
[T button on the electrical panel on the right-hand side cockpit manually by the throttles.
i il wall., There is a shielded engine fire warning light on the
' ‘l
|

top centre portion of the instrument panel. jln2. Oookplt Lighting Failure:

swell 1s not steep.

(1). close H.P, fuel cock AT ONCE. (Do not close L.P. cock).
_....41) Close throttle. . _ _ _ A
(iff) Turn ON the FUEL PUMP EMERGENCY switch. \
in.liew of “(iii) Turn Emergency Fuel Pump to “ON"..

, (1v) Reduce windmilling to between 750 - 1000 R.P.M. by
P creasing I,A.S.

“ ; ~ (b) Should fire become ‘apparent in the engine nacelle - ‘ In the event of failure of the cockpit lighting the EMERGENGY
H”‘ (1) the high pressure fuel cock lever should at once be set jl1/1GHT switch (20) on the port cockpit wall is to be switched "ON".
f ‘1‘;1 to FUEL OFF and then turn OFF low pressure cock; i3, Ditehing:
i (11) switch OFF the interlinked S.C. SAFETY switches (76); ‘ (a) Whenever possible the aircraft should be ebandoned by
)‘xﬁ (111) the throttle should be closed fully; . That, in any vub the oalment beca. the. ditching quativies will
[ B T e © i o
‘l‘ii before the extinguisher is operated; srer (b) If ditehing is inevitabloe:-
”’ 1 (v) move GABIN BLOWER AIR lever to OFF; : ‘ (1) The Elid_ing hood should be jettisonad.
i (V1) press ENGINE EXTINGUISHER button (61); ) owia o Towesed o dug. b Bednas the Shuontqihe 1ape
‘ “!] ‘f (vii) switch OFF Generator Field Switch (66). - | as much as possible. .
j| i | Note.: Dg‘er_xgzaf‘ilé%h‘éh:f;:ieuizyogcigewiﬁiﬁ%u%igzie;ygzze‘r:,_ as a ‘ 111) Tﬁds:;ergnh;;-zg:sﬁztbgediggggzczgg?sted end ‘the #/2
. “,“ fighting equipment available. (iv) If power i1s avallable, it should be used to help make the
i ‘1’;} 61. Engine Failure in Flight: ‘ ;;gtexgg S:wrpxoggi_g:‘.:?il down attitude as at Iow a forward
[ ! (e) Igu:"g‘:‘lg:illggw:?fses. immediate relight action must be carried (v) Ditching should ve slong the swell or into the wind if the
|
i
|

(vi) When contact with the water is made the taiiplane will
probably breask cff and the aircraft will tend to bounce,

Note: When wing drop tenks are fitted these must be
Jettisoned pricr to ditching.
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64, Pressure Cabin Failure: "%l
At high altitudes, should elther partial or complete failuvel] PART V= lLbUNTHATIONS “;

‘; of the cabin pressurising occur, or cracks .appear in the sliding hood, theff]

|1" pllot must:-

“ {a) Open the dive bBrakes and descend immediately.
l' ! Figure

i (b} Turn the oxygen supply to emergency.

¢) Do not turn off the cabin pressurisi: until below 000 ft.
(e) e P ng 35, Simplified Fusl Bystem Disgrau

Cockpit -~ Porl Blde
Cockpit - Starboam nide
Cockpit - Instrument Paned

i 65. Emergency Fquipmens :

>’1 A crowbar is stowed in spring clips on the left-hand side of ji
the bulkhead behind the pilot's seat.

» W ™

o ! -
‘,; ? . “66. Abandonment by Parachute:
|

The recommended procedure for abandoning the aircraft by para-
chute is as follows:—

(a) Reduce speed to the minimum at which the aircraft can be
comfortably rolled onto its back.

(b) Jettison the canopy.

(c) Trim the aircraft as nose heavy as possible, whilst still
being able to maintain control by over-riding this trim with
the control column.

(d) Disconnect the intercommunication cord, oxygen tube, &c.

(e) Roll the aircraft onto its back and release the safety harness,
at the same time allowing the control column to go forward.
’Iihe resultant bunt should throw the pilot clear of the tail-
plane.

Note—Owing to the positioning of the tailplane pilots are ad..
vised that where possible a forced landing should be chosen
i in preference to abandonment by parachute.

G7. Flight in Severe Turbulence:

I
. The recommended speed for flight under severe turbulence—
i 220 knots 1.A.S.”. - )

“68. Emergency Fuel: ‘ - I

Aviation Gasoline, either 73, 91/98 or 100/130 octane plus 3% Avia-
dl tion Lubricating Oil, either 100 or 120 second. 1f any of the above
emergency fuel mixtures are used the following limitations must
be observed :—

j (a) Flight above 15,000 ft. is prohibited.
‘l‘ (b) Aerobatics are prohibited. : .

| Notes: (1) With these emergency fuels the range will be decreased
. by approximately 10%. It will also be found that the
i engine may overspeed and consequently care is to be
o taken that maximum R.P.M. is not exceeded by con-
% oo trolling with the throttle.

of

. (ii) At equal R.P.M. the engine power is the same for either
I . kerosene or gasoline.

‘ (iii) The 10% decrease in range with gasoline is to be taken
' : into account if remaining gasoline in the aircraft tanks
after emergency flight is used for further flying with or
without addition .of kerosene.
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1.
2.

3.

5.
6.
7.
8.

9.

Key to Figure 2:

Cockplt ~ Port Side.

U/V Dimmer Switch.

11.

-Instrument Panel Dimmer Switch. 12.

Junction Béx No. 1 Dimmer 13.

SwitoH.

14.

Flaps Selector Lever.

Dive Brekes Lever.
High Pressure Fuel
Friction Control.
Throttle Lever.

Cabin Ventilator.

15.
Cock Lever.

18.

19,

20.

21.

42

Press to Speak Switoh.
Firing Pushbutton.
Camera Push Switch.

Elevator Trimming Tab
Control. -

Low Pressure Fuel Cock
Lever.

U/C. Emergenoy Retract-
lon Switoh.

U/C. Selector Lever.
Emergency Light Switoh.
Master Switch.
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FIG. 2

COCKPIT - PORT SIDE




54.
55.

56.

Key to Figure 3:

Cockpit - Starboard Sids.

Boost Coil Isclating Switeh.
Emergsnvy Fuel Pump Switch.
R.I. Compass Swi‘tcl”l.

Pitot Heed Switch.
Navigatlon Lights Switch.
Camera Gun Switch.

Gyro Gunsight Switoch.

Engine Fire Extingulsher
Button.

Fuel Pump Test Socket.
Ammeter Test Button.
Radio Detonator Button.
Cabin Blower Aixr Control.

Generator Fileld Switoh.

87.
68.
89,

70,
72.
73.
4.
75.
76.
77.
78.
79.

Spare Switch.
Landing Light Switch.

Tdent Light Signalling
Switch.

Ident Light Selector Switch.
De-Tcexr Pump. )
Emergency Fusl Pump Lamp.
Relight Switch.

Engine Starting Button.

S.C. Safety Switches.
Canopy Winding Handle.
(anopy Seel Cocck.

canopy Jettison Lever.
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COCKPIT - STARBOARD SIDE
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10.
23.
25,
24.
25,
26.
27,
28.
29.
0.
1.
32,
3,
B4,
35,
36,

37,

Key to Figure 4: Cockpit - Instrument Panel.

U/C. Warning Light.
Machmeter.
Elevator Trim Indiecator.

38.
39.

40.

Fuel Pressure Warning Light. 41,

Emergenocy Light.

Gyro Gunsight.

Gyro Gunsight:;l’(ecorder'.
E.2. Compass.

Guusight Seleotor Dimmer
Control.

Fire Warning Light..
Generator Warning Li’ght.
R.T. Compass Indioator.
Cabin Air Pressure Gaugs.
Cabin Altimeter.

Suction Gaugs.

Cabin Prossure Waraing
Light.

Oxygen Regulatoer.

42.
43,

45,
46.
A7,

49.
50,
51.
53.

46

Brake Pressure Cauge.
Camera Footage Indicatcr.
Controllers SOR~895-4.
Blind Flying Panel.
Clook.

Fuel Gauges.

01l Pressure ‘Gauge,
TR~1520 Controller.

nGg" Switch.

Mamal Switch SG%(—-BQS-A.
01l Temp. Gauge.

U/C. Position Indicator,
Flap Position Indlecator.
Jet Pipe Temp. Gauge.
R.P.M, Indicator.
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FIG. 4

COCKPIT - INSTRUMENT PANEL






