TNSTRUCTIONS FOR F

S o
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EATHERING ARD UNFEATHERING

L/ MILTON STANDARD EYDROMATIC PROPILLERS ..

1. The following ipstructions will be
adhered to by operatbing personnel when
feathering or unfeathering Hamilton

Standard hydromabtic propellers. The de-
tzil procdedures are covered by T. 0. No,
03-20C0-1.

a. Practice feathoring and unfeathor-
ing will be performed between 5,000 ond
10,000 feet above the surface over which

‘ee
the flight is bring mede.

b. Imergency feathering will be per-
formed ot any altitude including take-
off ~nd s flight condition.

¢. IEmergency unfeathcring will only
be performed then the use of the cngine
is necded for landing or continucd
flight. In casc the propcller was foather-
ed bocause of o damaged cnginc, its usc
moy result in further damage, Fvory pre-
caubion must be token to start and warn
up the cold enginc as outlined in T.0.
No. 02-1-29,

o
<t

d. The fenthoring switch used in con-
noetion with hydromatic propellers is
rcleascd by hydraulic pressure built up

in the svstem!aftor tho propelicr hak
roached the full feathered positien.
Sometimes, howcver, duc to viscous cil &
in the propcller systom, the switch tri
out pressure is ronched before the pro-
~peller cgsumes a2 fully
JIf this condition occurcs, the switch will
be held in nanvally until the propeller
is feathcred.
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2. Instances have been reperted in
which hydromstic propcllers h-ve begun

to wnfeather irmediately afber hnving
recched the fully feoathered position.
That is, the switch was not ~utomatically
cut out =ftcr this position was reached.
If this condition is cncountered, tho
feathering switch button should be manu-
ally pulled out as soon s it is known
that the propcller is unfenthering. 1%
should be loefd out for A poried of 2 to

3 seconds ~ftor which it should be cloged’
agrin, fber the sccond closing, the
propcller 7ill agrin feather,
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i
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Hhon the

s

Peathered position is reached s indi-
cated by cossction of rindmilling, the

feathored position,..

be panually
Ly

e d

fonthor suitch ghould
pul This 7ill provent

furthir unfonthoring action.

£. PREFLIGHT CHICK OF
= PRLTETRING £YSTEM.

(1) ifter cnginos are warmed UD
sot envernor control for 1400 rom on
the cnvinc heing checked.

(2) Opcn throttle to & position
~here 1400 cnginc rpr 1s attained,

(3) idjust one other cngine %o
run ot 1800 rpm. This =711 dnsure
thot one generator is chrrging guffi-
ciently to furnish adequnte cleetricnl
cnorgy for the feathering opcration.

(4) Close gencrator switch for
ongine which was adjusted to 1800 rpm.

(5) Dopross feathoring button on
the ensine boing choecked until a de-
O

crensc in rpm is indicated.

3

(6) Reolense feanthering button s
anurlly. The cn~ine should then re-

a gpeed of 1400 rpn after 2 short

-~
L

tine.

(7) If the propeller doce not
respond in accordance with the fore-
going procedure, the fenthoring
gvstem is not funchbioning proporly
and ghould be checked,

(8) Rrpeat this procedurc for
ench ensinc,

2. Roports haveé been reecived of hy-
dromatic propeller ns failing to
opernte properly ot high altitude and
frilure of these propellers to fonther.

\
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2. Failurc to feather may reosult fron
the enrsine le being totnlly lost duc
o combat acticon or line failure in the

chgine 0il syston. If 211 the nil is
lost or the vropelleor will not feather
For snv reo- ‘*r\r‘, en cttenpt will be nnde

to windmill the propeller at lowest

possiblec rpm, The propeller will rind=-

il hat a .od proportionnl to the air
spcoe “li g it desirable’ to fIr the wir-
pPlanc ot an air‘speed ~f not more tho

20 %o 30 rph ebeve thoe stclling ﬁﬁboq.

This will keep the windnilling rpn-to o
ninimun, Controls shhuld be placed in

the following positicns:

(1) Propeller control
ti"—’ e

Low »pn posi-

F 3

Hxture coutr-l:

e
N
Sl

Idle cut-~ff,

s

v

Ignition switch: Off positinn.

I~
b GO

Throttle:s Full clesed prsitinn,

Gognline supply: .

—~ — —~ —_~
R >
~—

O~
~r

Cress-feeds: 0OfF,

3 &S

YDy scvere vibrotiosn ¢xi
tcndcnov to vibratc con be ?aducvd &

|_

minimized by flring ~% the = WPto nini=-
Fur i spced. Freguentls hc nedne will
cize and stop tho *indmillihg At ~ther
t1~cu when the cneinc seizes, the rc-
duction gear honsing will fail clle wing
the prepellor, proveller shoft, and re-
ductini gearing tﬁ b enrricd ”W“” In
otheér enscs of i nzine qelzuL\, only the

reducticn g
relicves thoe -
engine g

Toal s,

Trc

'Tlﬂf 111 be ked whieh
indmilling propeller of +the
dreg °nd pernits it Tindnill

oo

&« 'hen it is nocessarv t~ forthor the
propeller duc +» combat demnge rnd still
minttin prsiticn in ferroticn for se-.
curity roos sons, air spceds higher thnn
thogs listed ab ve will be necessoryv, In
such a cnge fenthe ering the propellcr =ill
be attorpted; if, however, the propeller

cann~t be ?ﬂ“+%ar”d for any rerson the
operationg listed in purﬂﬂr“%n ae wily
be accomplished with the excepting Af -
redueing the oir prOd :

funetioning

3+ Inlfunctinn of hydrorntie propel-
lers ~t hich altitude mny rosult fron
the following eonditirnss

g Insufficient sipply of oil to
the propeller or governor due e ox=

cessive lerknge pést bearings, trans-
fer rings, ~nd sliding parts in the
cngilng.

b, Caviteation and foaning of the
cagine senvonger oil punp due t+ ro-
duced preossure at high zltluudes.

8. Total loss of engihe oil,

4. ‘hen the conditi~ns outlined in para-
graph 3. crc encountored folloving
pT“CPﬂLTO will be adhere el T}

view ~f rocting the d

(@)
e D_u.

coy

4L slow increase in rpm is in-
dlCuthO of insuffieicnt ~1l supnly,
When this condition is not od, the mani-
fold pressurc ~nd speed of tF: eRES a0
will be reduced to prevent zurthﬁr in-

ane

crense 1n ron cnd ~verspecding ~f the
propeller, If rcdueins the manifsld
pregoure doeg nedv provent an incrorsc i
rpr, the propeller will be feathored

ahd ‘theraltitude nf $he nirplané will be

decre sod te the lovel vhere proper pro-
peller grve snor functioning 18t ~c-
curred.

b. Dischrge, usurlly at nltitude
nf o lorgc quantity of »il through the

cngine brenther is indiecntive of ervi-
tation of the ~ngine ail purp, If this
cecurs, wn ~ttoerpt will imnedi~tely be
n~de to £oother the proneller ~nd the
altitude of the airplane =rill be
crensed to the 1:vel whore proper func-
tirning ~Ff the propeller 1wst neccurred.
The loss of a smnll guantity ~f ~1i1
through the cngince breather sonctines
nccurs under anrnnl aperrtion,: and. is
not necessapilr ~n indientirn ~f senvoen~
gor vump eoviteti~rn, If the disch-rge
~f enging dnes ossune “porecin o?o

“'n._

S
BESL

Quantitics or if o amell quontity d
chorges fﬁ” o leng pmrlﬂd 2E i, tu,

altitude t“
crenaed th the

airplane will be c
lovel to where proper
of the cquisment lrst occ-
qurred,

)
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TECHNICAL ORDER
No.01-1-146

ATRPLANZS AND MAINTENANCE PARTS

GLNERAL - OPERATION OF MINNEAPOLIS - H{ONEVWELL TURBOSUPERCHL.RGER CONTROL

SYSTEM - B-17 SERIES,

1. To insure the proper operation of the
Type B=3 control system for turbo super=
chargers now bcing installed in the pro-
duetion models of subject airplanes the
instructions contained in Par.2, will

be adhered to by operating persounncl.

2., The operating instructions, & sum=

mary of which is contained on ASC Forms

No. 3092 dated November 4, 1943, titled

"Pilot's Operating Instructions - Type B
Control Svstem for Furbosupcrchargers,”

are as follows:

8., BEFORE STARTING ENGINES,~ Set
turbo boost sclector at "O". Turn on
auxiliary power unit. ‘

b. SYSTEM AUTOM.TICALLY ENIRGIZED
BY INVERTERS. - After turning on the air-
planc's battery switches, master switch,
and the invertor switch, allow 2 minutes
for the amplifiers to warm up. The con-
trol system will then respond %o the sct-
ting of the turbo boost sclcctor.

NOTE: Never turn inverter off while
engines arc runnine, duc to the fact that
the control systeom is depcendent on the
a-c¢ powcr for opcration.

c, TAXIING, - Sct. dial at "O" un-
less turbo boost is needed.

d. BEFORE TAKE-OFF. - Sct propeller
governors for takc-off rpm and chcek mani-
fold pressurc on cach cnginc scparately
by advancing throttle to full opcn posi-
tion and then turning dial of turbo boost
scloctor clockwisc to "8%, If the mani-
fold pressurc on any cngine fails to

sure with full rpm, turn dial to "O" and
check the engine rpm and manifold pres-
sure without turbo boost., This will show
whether the low manifold pressurc is
causcd by faulty cnginc opecration or by
insufficicnt turbo boost. 4lso chock d-c

oie

B=24 PURIES, B-R9, and =87

yoltoge on voltmeter, with generoa-
tors on.

c. TiKE-OFF,- Turn dial to an -
and then open throttles. :

WOTEs Be surc generators are on
and operating during take=-off,

£, CLIMBING.~- After trke-off,

turn knob countcr-clockwisc until
desired manifold pressurc is reached.
Decrcasc rpm to desired value . Reset
manifold pressurc with turbo boost
sclector if nccessary. Ldjust intor-
¢ooler shutters to maintein proper
carburctor air tcemperaturc, For
¢limbing, aftcr cruising, incroasc
rpm first; then advance throttles ahd
inereasc manifold pressure to desired
valuc by turning turbo boost selce-
tor clockwisec.

g. CRUISING.~- Usc dial to sclect
manifold pressurc. If manifold pres-
surc cannot be lowercd sufficiently
with the knob, pull back on ‘the
throttle. Dcerease rpm to desired
valuc, ~nd then if ncecessary reset
the manifold préssurc with throttles
and dial,

NOTE: If atmosphoric conditions arc
such that carburctor icing moy occur;
maintain at least 4-inches of turbo
boost and adjust intercoolers to
maintain proper carburctor air tomp-
craturcs. If engine opcration docs

. not require this amount of boost, re-
: duce manifold pressurc 4-inches by
comc up to within l-inch of take<off pres- . rctarding throttles nnd bring mani-

" fold pressure back up 4-inches by

incrcasing dial sctting,

h. EMERGENCY POWER.-(To be used
only with 100-octanc fuel)., Incrcase
rpm to maximum, Press dial stop re-

lecasc and turn dial clockwisc toward
"10" 4
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i. FORMLTION FLYING.- The throttles,
the turbo boost scleetor knob, or the
throttles and the knob combined, mey be
uscd in formation flying, depending on
the tightness of the formation, tho
position of the planc in the formntion,
and the altitude. In all eases, the
setting of the turbo boost scleetor mush
be such that the manifold pressure will
not exccod the recommended limit for the
ron being uscd, even with throttles full
open, At altitudes in the turbo over-
spocd range (Thore governor limits rpm
of turbosupcrcharger) the turbo boost
sclcetor should be held to a sctting be-
lou the point wherc the overspeed con-
trol begins to "eut in" on any engine,
and the throttles should then be uscd to
vary the powcr, Below 6,000 fcet, tho
throttles must be used, as the effective
range of the control system is limited
at low ~1ltitudes, j :

j. DESCENDING.= Maintain some turbo:
boost. Usc the dinl 4o sclect manifold.
550 Forn No NOMPNGLATURE

73092 e

Pilot's Operating Instructions- :
Type B Control System for s
- Turbosupbrehipger, :

pressure until throttle range is

roached, For furthor reduction, use
throttles,
Ki L.NDING, - Set props at maxi-

Set dial for maximum
" Pull back

mim cruise rpm,
cruisc manifold pressure,
on throttles.

1. STOFFING ENGINES. - hon stopping
engines, turn dial of turbo boost
selector to "O" before turning off in-
verter, :

NOTE: In emergencics, rctard throt-
tles to provent cxecssive manifold pres-

sures.,

3..The ASC Forrm referred to in Par,
2, may be obtained by requisition as

follows:

CL.ASS SOURCE

30 AF Stock

By Commid of Ceneral ARNOLD:

W.LTER H. FRANK

Mo gor Goneral, M 8.7 A

- Commanding General,iir Service
Command, :
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OPZPATION & FLIGH TMSTRUCTIONS FOR GYRO FLUX CATE COMPADD

1'— Of”r“”“ 1 OF THE GYRO FLUX GATE COMPASS:
T‘r“o the toggie gwiteh on the flux
80 that iﬂm compass Wlll start as soon as the -
b, Leave the caging
vhen running through the caging cvele

+

"CACE" oslt
again,

fon, Leav u

a, Tith the new pu ﬁh-xut ov

ondsbu +11 g red signel 1ig

cle is Qu,omﬂ*lﬁﬁLWy comnleted, 'n%
&4 Setoimihe local 7Mr1mt*$n on

sointer £ resd true heading.

£,. If et any time during fiight the compass
¥

Tou + the gyro to be off vertical , rin
eirnisne is in normel FWMEbt atiitude,

0+ GEVERAL INFORMATION:
e. The gyro must be running befere tho

Db A mfnp1vp4, during whick the plgnn uvceous
spect to normel e itude, tumbles the gyr nd s BdSr

ing cycle before COT““Pt compass indic “LlOﬂ ax
c. Compass indicetions are meﬁﬂvngWrsu

ie in sny position other than true vertical.
ion system which will keﬁn it vertical auto
vertical while it is ru Lg. : ;

d. Cpe: r‘c-ﬁ ilon d.s-
mechenically srects the
gircraft is not in norme
w111 be errcneous until

c. The gain P”n+r 1 oqﬂ

t@ the current a

v

BV

S par ke, 14 Es

INelay

gate amulwilor nENt gt all times

nlane's inverter 1s

sviteh in *he “UNCAFED" positicn at all

¢. Ebout 5 minutes after wuavtlrv engines, throw tre caglng
i1 shout 20 seconds and then throw tu

1l?hu S (L

caging ¢ vsL 3l ow*rak

U 5 de }?.)’T‘LJ'C
must bo run
3 ¢bhel nab]e.'

c*‘ 9"

and errorncous wheneve

The grro has =

known ag th

indicates iL-uuvb
through the ceging CYClw

NGACTE

+turned oMM
Limss

srmiteh 10
"TbCfGG

g ewitch, depvcce it for a few sec-
”‘l@aso t e switch and

the caging C¥-
co out.

ecator if y0~ =igh the

ron the

1.
Ll

CS,

)
ok
&
—
=5
H
S
]
0
(0]
—
D oy
t
>
fhar)
D
Q
o+
]

&tically onci it'is placed near the -

1 CYCLE" and

ttifuﬁo of tlv sireraft. If the

the time,

OmnuSQ,lelcrtloﬂ

self %o +the true “€T+1C“1

est position vl Tich will not m"ol s indication oeccillation,

N

B:NCON 1‘3!7 T ]-mm A TTD I“TT""TT(“ Iﬂ(‘ P“*O(“T'T‘ -E

(=) Ground Swinging
“+ 1. Tow or tavie the alrplane to
(o hle not rainfaresd ﬁonorﬁt))

metal ~ithin 100 yds of cite +hile

metic crec

on svetem nulls t

0

o,

¢S I l thid o2&

o the true vertical =s e

(SRS

emplificr should be set at the high-

ES

ey

1 + the airplane turn the
- 3,
compass on so tlat the. gvro vwill heve time 1( ceme up to p@Od (D £0 10}
minutes). :
: 2. "hen the sirrlane is ready, run through the cnginé evele
t?iﬂ‘qu mastor indicator pointer will turn and come 1o regt, With
airpkanes like the BE-17 it is necegeary to vait about 10 minutes w
ti
ﬂ
2

gelf you -
to rest.

~bhserve +the compas ‘nointer to
emount the pointery il

turn deponds on vauL

turn clowlv watil it

plane Jr*nl”ed Put vou can Pxnfct 1L to change 10 to 15 degrecs

(%) After tho gvro is erect, onP ebserver
tre m°°t~r indicetor while ﬂro+b“T chﬂﬁwvov r

mist res o the uncor
eade '?u»_wgnotlc

compess sminging sight fecording +‘.+,O, N5-1 53,

S

lecation :

£

woehod dial of
ading on the



3.8, With the variation index at "Zero" on the master indicator.

L. Swing the plane on the four cardinal readings and determine coefficient
A. If the coefficient A is greater than * 3 degrees it is nccessary to turn
the transmittor of the Gyro Flux Gate Compass to correct for lubber line orror.
This is accomplished by turning the transmitter housing the required amount
aftor looscning the bolts which hold it to the mounting hracket,.

c. Romember the deviation is obtnined by the algebraic differcnce between
the magnetic hecading of the airplanc ond tho uncorrected dial reading, Thus if
the magnetic heading was 95 degrees and the uncorrected dial recads 90 degrecs,
the deviation would be 95 minus 90 eguals 5 degrees, The "devintion corrcction®
in this instance would be -5 degrocs,.

d. If the coefficient A is found to be positive, the transmitter must be
turned an equel number of degrees in o elockwise dircction, If the coofficient
A is negative, the transmitter housing must be turned counterclockwise for com=
pensation,

2s Upon rcrmoval of the lubber line error, the aircraft should be swung on
R4 hoadings to determine deviation every 15 degrees., It is not nccessory o sct
the aircraft on an cxact heading, but the obscrver should correct the pilot if
the plane is more than 2 or 3 degrees from the required heading,

L. On some types of aircraft it is unnecessary to run the engines and the
complete wwing can be nade by, towing. On the B-17 running the No, 1 and No, 4
engines is sufficient. Usually it is desired to operate the engines at approxi-
nately cruising rpm when the compass is swung. Obviously it is impossible to
duplicate flyving conditions exactly and it is hot unlikely that you may find dis=-.
crepancies of 2 or 3 degrees between an ~ir and ground swing,

‘Z. When the airplanc has becn swung on all 24 headings, you can plot a dovi-
ation curve. During the swing you nced pay no attontion to the mastor indicator
readings although it is ‘a good idea to sce that no large deviations have bocn
set into the cam, . . The pointer should agree with the uncorrcchted dinl with 2
2 degrees before compensation. : :

NOTE: & Compass Rose may be used for swinging the aireraft if one is
atvailable, The aireraft should be set on 24 headings at 15 degree intervals and
the readings of the uncorrccted disl recorded. B ocnparing the magnotic hond-
ing (obtained from the conpass rose) with the compass heading (uncorrcched dinl
rending) proceed to dotermine the deviations and plot a curve as in the precced-
ing type of compass swing.

b. AIR SWINGING,
1. Then it is suspected that deviations as determined by ground swinging
and air swinging methods are not identical, it may be ncccssary to swing the
plane in flight.

2. It is imperative that air swinging be perforned in calm weather and
in level flying position. Whecls, guns, controls and eguipment should be in fly-
ing position. Bearings should be taken with an astro-compass on a bddy below
50 altitude if possible. :

3. With the aircraft heading north by the Aghrownnmma s g

ety s Mg dapg ke S 1

2



and level flight attitude before rC‘ﬂ;nw the divee-
tingnl gyro and unenrrected dAisl of the compass. Proceed ijound ‘11\%4d&3;ﬁ;3
ings an® du ‘xﬂca‘l‘c +the first hQ"‘dl‘ﬂb. Read the astro comnnss cvery v §

: minc the procession of the directinnal gyro betwoen these p:*nuwl S
fhe precession for cach qusdrqpt and apply a corrcetion TO the heac
d 1o deterdne tan ackurl mognetic heading flown, :

wlane to o eherdy straight ¢

4, During the prﬂco s of swinging

mind thet the bearing of the cPLxu+i 1 brdy
Dﬁ1n+ and that the dirceticnal gyro only Ny
craft upon the dcsired roonotic hendiwn

ccssion botween cheock points.

o mecns oi stccrln” unk Alr-
wring ~ut the error due to pro-

]

5. Although this method is fast nnd rcliob
atars are visible. The second method can bo
Fafine, ”"Pﬂfﬂl ng to the pilot's compass

ko cclestial observations.

e 1t oqujr@ﬂ that the sun
orp od by sctbing the di-
vubhcr is mot cleor

4o TO COMPENSLTE THE MAS TNR INDICATOR.~ The easc with hhl?ﬂ\ul con be

cenmplishod depends larg rely upon the accessibili ty of the wastor‘ dicrtor,

Lf yﬂu ean rornve the cover of the indicator from its case w1thout rcmnVWH” the
netrurient fren the panol you will hove 1little d difficulty using the method des-
bed b@lowo If necessary, the instrument can be renﬁvcd fron the ponel, token
to the instrument shep for eompensation and then replaced in the “irplane. This
shruld always be done if it is net possible to protect thc rnogter indicotor fron
dust and dempness when tho cnge has hoon reroved. Having turncd off the con-
pass rerove the I4-prong plug to the master indictér, breonk the seal and looschn
+ha thrce eovor sercws by, the socket. You con now slide tho casc off tho back
nf the‘ﬁnﬁjC“t“” and vou will have aceess to the shaft on the small inducticn
nmrtor, A tho Back of the frome you will see the 1nductian rotor hich drives
the indie~tor, the counling Aubceyn which controls the motor and the tronsnitting
laenesyn - b ch drives the roncotor indic-tors. ” Theeo units are in round cagcs

of similar appearance. . T The motor can be identified, however, as
it is the enly one cof the three units which has a suell knurled shatft protruding
fr?m the-back, If you turn this shofi with yowr fingers, you will find that the
pq;ﬁter will be driven. It is a gimmlc natter to commensote the compass by sot-
ting the pointer to every 15-degree heading and adjust the com. To use the con-
pensation cam, the frllowing procedurc is recomended: o E e

nA 5 73 . \ . s i s e .
%3 a) Be sure that uke variation setting ~n the taster indicatrr is ot
\
() Turn the smell shaft of the induction motor and sot the comprss
pointer exactly on any 1‘~qeﬁrﬂﬂ hoading, say 45 degrees and hold it thero,

4 ( ) Placc the adjusting wrench in the screw hold direetly opprsite tho
nointe : SR

) forring to the deviatin
ing to this magnebic head

i

e

,MJ

gorresnNond

)

the correcet compass hoading by turn-

{5}

1 7111l turn in

(¢) Moke the unc rrceted Ainl res
3 e R~k a1
ing the ,ﬁJubtlng secrew, You will notiec that thc uncorrccted
the same direction that you turn the sercw.




(£) Repent this precodure fop 24 headinvs nt 15-desrec intorvals, I
t is ncecoenry to set rore then  3-degrec deviiti n change over o 15=degroc
interval y-u should check the previous heading to moke sure that it renains cet
correctly,

s fede

(z) "hen eomponsation is complete, the pointer of the corpnss will then
read MAGNETIC heading and the tneorrected dial will read comngs hecading., Fronm
Rew on you can disrogard the uneorrected dinl recdings and will rend ~nly the
pointer,

(a) Renssemblc the mster in7iestor and eonnect the nlug to the ampli-
fier. You have comcnsated the Gyro Flux Cate Comprss with the exception of
the repeater indientors. To obtnin the correcticn cards for the ropeaters, it
is necessary %o reswing the airplane, Usually, however, the repeaters will
agrec with the rnoster indicotor +o within I 3 degrecs and the navigator con enr-
roct the pilot the required ammunt ot the beginning of a missirn., You will
heve no fficulty checking the repoaters on eight hoadines against the naster
indicator “nd this can be done in the air or on the ground at the first opnoT-
tunity. : :

MOTE 1: You should note thot the latest model mstor indicotsr hes a
croonsation knob ont the brek which eliminntes the necessity of rencving the
cover of the instrument, To compensate the compass, this kn~b is depressed o
cngage the shaft of the snall induction mtor. By turning the pointer in this
nanner e mensation ean be officiently and ropidly aceomplished.

NOTE 2: An additional mothog vhich is convenient for cormensating the
GIRO Flux Gote Commass is “escribed in detail in AN 05-15-16, This can' onlv be
used when a Test Transmittor is avedlable. The unit is inserted in the cable
to the master indicater and the pednter set to the required hending by turning
the knob on the test transrittor,

5.2« In the cvent the Gyre FMux Gate Compnss enging switch is »ut in the
"CAGE" position bofore the pover is turncd on, the follo ring ig - deseription of
what occurs, :

' (1) Throwing the earlng switeh will eruse the cosing moter to Arive
the caring mechanisn to tho "CAGID" position. The gyre in the tronsmitter,
however, is not running as the powor at the amplificr is ~ff, Thercefors, throw=
ing the switeh +o the "C.GED" pngitisn will NOT ercet the gyro. ' If you now
turn on the ammlificr ~f the Gyro Flux Gote Compass, the gyro will run, but will
remain tumbled on its side. s a result, the readings »f the mnster indie-tor

will be nerningless, bececause the flux gate is not held in a horizont-l planc,

(2) If you wish t~ make tho compass work correctly, throw the cacing
switch tn the "UNCAGEY prsiticn ond leave it thero ab ut 30 sceonds while the
ing ging mechanism to the MUNC .GEDM nositisn., fhor the
o i MMm%,tMWfﬂmcmﬁm;mﬁmhtvﬂm”&ﬁm
chod to the eurrcnt atiitnde of tho atrerait,
tion about 30 scconds, and then roturn it to the
d, and the commass will

ol
a

hzis been running abouy
position. The sves vill be or
Lenve the switeh in this pog
"UNCLGE" nrsition, The syro will now be ércct and uncarc

5
¥s
5
i

“~oporate eorrcetly. Do not turn off the cormass at the smplificr. If at ny

time the cormass dres not cnerate, ‘berin by moking the followin® chocks,



(a) Chock the amplifier to see:

Thet the switch is "ON."

fi
L

2, That the fuse hos not blown.

3. That the girnal 1light hos not burned outb.
L. That the tubes #low and becore WATH.
5. That the planc’s rher is onerating.

1o~

That thore are no longe nplugs.

(b\ If the amplifier appoars to bo satisfoctory, inspect the trans-
mnithor tn sce whethor the gyro is running. On the sround, you can hear the
gyro when it is runaing up to spoed, or you can look through the inspection
window ~F the transmitter to soe whether the erection systen oporates

: (g) If you cennet loente the fault, and an experienced instrurent
mechanic is not available, you may try “caiﬂchﬁb each unit by o new one fron
shock. You may find t1at a new nrplifier, mester indienter, or tronsnitior

w111 fix the compass. Having 1 toﬁ the faulty unit, it should be forwerded
tn an overhaul station for repair. Recorpensaticrn is necessary if the trans-

mittor or master indieator is replaced.



1.

IT.

» CARBURETOR AIR FILTERS

B-17 F and B=17 G

Maintenance

Ao

Inspect daily for dirt or drynesse -

If dirty or drys*
1. Remove and wash with gasoline or any good solvente
2. Dry thoroughly.

3, Immerse in a solution of one part corrosion preventative compound
" ANeVV-C=576 and three parts oil, specCe AN-VV=0=L44b, grade 1120,
L. Let drain thoroughlye Two hours is recommended as a ninimum and
over-night is suggested if possible. :

To re-installs

1., Check arrows stamped on upper case of each filter to make sure units
are properly installede

2, Each filter case regts on four bolts. Raise or lower case by
adding or removing washers to bolts. Each case must rest snugly
against the cover doore
Tt is suggested that the airplene number and position of each
unit be stamped on the cascj thus obviating the need for adjustin~
or shifting the filters each cleaninge : &

Operation

Ao

Be

Ce

D.

Turn filters on before starting engines and leave on for all gr
operations and up tc 8,000 feets cung

Amber lights burning on the right side of the 2nd pilotts p~

forward of the starter switches) indicates that the filte ~wnel (

in the open position (filter operating) . Green lights i T doopg Sl
the filter is not operating (unfiltered 2ir) e Ndicate t;;:

Fo? ugusual dust conditions the filters may be left o p

This is not recommended, however, because of the poss,ibPP.to 15,000,

heating the carburetor inlet air and causing detonatﬁonlilty of over-
- ')

Under icing conditions carburetor filter

e Lons Ct s may be lef
feets WABNINGs This is dangerous procedure and istton up to 20,000
only under icing condition. © be followeq




