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SECTION I

INTRCUUCTICN * REFERENCES

1. This Technical Order is the Operation and Flight Instructicns for the Models B-26 and R-264A
Bumbardment Alrplanes. Pllots and other perscnnel who are requlred to understand the operation of this
,\a!rplane will read and be famillar with the Information contained hereln.

= 2. Reference has been made in this Handbook to the following Tachnical Orders which contaln applic-
able data and instructiona:
T. 0. No. |
00-25-5 Procedure to be Followed .in Case of Fires During Flight
01-1-17 Flylng Multi-Engined Alrplanes with One or More Englnes Usseless
01-1-60 Uss of Flaps
02-10GA-1 Oparatlon and Flight Instructlons - R-2800-5 Englne
£ 03-20B-1 Operation & Flight Instructions - Curtiss Controllable Propellers @

SECTION II

DESCRIFPTION

1. Alrplane

a. General. - The Models B-26 and B-26A Alrplanes are high-wing monoplanes of all metal con-
struction incorporating a retractadle main and nose landing gear. They are powered with two R-2800-5
or -37 engines. The approximete overall dimenslons of the sirplanes are: Span 65 ft., Length 58 frt.
3 in., and Helght 19 ft. 11 in.

b. Wing. - The wing is of box type, rlveted aluminum alloy construction. It consists of a cen-
ter section integral with the fuselage, two detachable outer penels and sttachable wing tips. The
englnes are carried on the outer wing panels. Hydraullically operated, slctted flaps extend from the
fuselage to the inboard slde of the nacelle, and from the outboard side of the nacelles to the alleron.
Allerons of torsion box constructlon extend from the end of the flaps te the wing tips. The ailerons

s ars equlpped with trim tabs adjustable 1n flight.

Cs Empennage. - The empennage assembly consists of fixed horizontal and vertical stabillzers,
elevaFor and rudder. The slevatora and rudder are of metal fabric covered constructlon. They are sta-
tically and amerodynamically balanced and are fitted with combination balance and trim tabs. The trim
Tabs are ‘adjustable Iin flight.

d. Fuselage. - (1) General: The fuselage 1s of aluminum alloy semi-monocogque construction,
built in three sections. The Forward Section accommedates the Bomber, Forward Gunner, Filot, Co-pilot,
Navigator, and Radlo Operator. The Center Section encloses the Forward end aft Bomb Bays. The Tail
Section accommeodates the Rear Gunner, Turret Gunner, Fleor Gunner, and Tall Gunner. The Tall Section
is proveded with a tall cone falring. The Forward Sectlon is provided with a removable transparent
nose section of moulded one plece construction,

(2) Entrance Doors: Entrance to the forward section 1s through the maln hatch door in the
, noses wheel well. It cannot be used when the nose wheel 18 retracted. FEntrance to the aft sectlon is
through the camera door. Emergency exits are provided through the top of the pllot's enclosure, the
navigator's observatlon hatch, the bomb bay decors, and the taill cone, Refer to Figure 2 Emergency
Equipment and Exits. All doors and exits, except the bomb bay deore &nd tall cone, may be opened from
either inside or outside. Qne key operates the locks of both mein entrance doors.

a. Landing Gear. - The main landing gear conslista of two indepsndent units, one mounted under
each nacelle sc that they may be retracted into the nacelle. The nose gear consists of a single unit
mourited so that it may be retracted intc the bottom of the fuselage. Both main and nose gear are hy-
draulically operated, and are egqulpped wlth hydraullc shock abaorber struts. The maln gear is equipped
with hydraulic brakes. Hydraullcally operated doors enclose all wheels in the retracted position. The
main gear and nose gear are egulpped with locks. The uplocks are unlocked by hydraulic pressure and
locked by spring loading. The downlocks are unlocked by hydraulic pressure and locked by spring load-
Ing. :

2. Power Plant

a. Englne. - The alrplane 1s powarad with fwo R-2800-9 or -39 engines having a propeller gear
reduction of two to one. For further descriptlon refer to T. 0. No. 02-10GA-1.

\
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b. Fropellers. - The propellers are the Curtisa electrically controlled full feathering type.
-\gf Ses T, O, No. 03-20B-1 for further description. ¢
—— c. 011 System. - The engine oll system 1a of the conventlonal type with a tank Tor each enginse

muunted at the rear of each englne mount. Each tank has a capacity of 41.25 gallons. The oll radiator
Autlet ducts sre fltted with exlt flaps hydraulicaily controlled by a valve convenlently located for the
pllot., This exlt flap supplements oll tempapature control of the Type AR-161-A rotary control velve bullt
Lrto the oil radiators.

d. Fuel System. - Fuel system 1sof the simplified transfer Lype, Incorporating self sealing Mur-
g1z ~0lls, electrically driven booster pumps and transfer pump. Priming is accomplished by means of &
3 lenold operated priming valve for each engine. Dooster pumps replace tha econventlional hand operated
rump. They draw fuel from main (inboard) wing tanks only and deliver it *to the engine driven fuel pumps
on each engine. They mre to be uaed for bullding up inltial fuel pressure when starting englnes, and
for rapld climbe durlng warm weather, and for altituds operatlon with warm ganoline. (Refer to the Fusl
Syatem dlagrams). The Model B-26 13 equipped with ~ne bomb bay tank in 'he left slde of the forward
pomb bey. The Models B-26A and B-26B are equipped with two bomb buy tanks In the forward bomb vay. The
bomb bay tanks mre droppable in flight by means of the normal and smergency bombling contrnls. The trans-
fer pump 13 used to drew fuel from the auxlllary (cutbosrd) wing tanka and bomb bay tanks and deliver it
te the main (inbpard) wing Lanks.

WARNING: Do not esentinue transfer of fual after tenk 1s full as this may burst tank.
Fuel tranaler valves located on the rear face of Lhe forward bomb bay bulkhead show clearly
the [low of fuel be!ween tanks. The four Mareng cell fuel tanks Inlhe wing are conatructed
of synthetic material designed toprevent loss of fuel inthe event of damage due to gun fire.

A Eguipment.

a. Flight Controls. - Dual side by alde wheel-column-rudder pedal flight controls are provided.
“nly the pilet's statlon is eguipped with brake pedals. The treads of the co-pilot's pedals can he
stowad by pressing o small lever on the tresd snd rotsting the tread rearward about 20° until the en-
gugling pin snaps {nto place. Adjustment for leg length isaccemplished by movin s the seats to flt. Con-
trol surface locks are provlded.

b. Hydrsulle and Pneumatlc System. - (1) Hydraullc Systema: The Hydraulle System operates the
o1l rooler shutter, cowl flap, landing gosr, landing goar locks, brakes, winy flaps, and bomb door.
(2) Pneumatlc System: The pneumatic system opesrates the emerpgsncy bomb and bomb door re-
leuse and the emergency slr brake.
\ c. Fuselage Equipment. - (1) Sests und Cushions: Seats and cusbions are provided as listed be-
low. f the pairs of cushions provided at the pilot, co-pllot, radlo operutor, and navigatnar seats, one
af ench palr may be removed to sult the type of parachute used.

e ~a-Seab No., Seats Ng. Cushl-nsg
(a) Pillot 1 2 (Life Preserver Type)
(%) Co-Pllot 1 2 (Life Freserver Typa)
(c) Bombardler 1 2 (Nun-1ife Preserver Type)
(d) Navigator 1 2 (Lire Preserver Type)
(&) Rrdlo Operstor 1 2 (Life Presarver Type)
(T) Camera Operator 1 1 {Wun-1life Preserver Type)
{(g] Fatigue Fositlon 3 2 (Life Freserver Seat Only)
(ﬁ) Teil Gunner 1 2 (Non-Life Preserver Type)
1 (Life Preserver Type Mattress)

(2} Safoty Belts: Fllot's safeby belts are provided for the pliot, co-pllot, mnavigator
{4 non-mapnetic type), radlo mun, tall gunner, and at sach ol the three rfatlpue seata. Gunner's type
safety belts ere provided for the Yombardler where there are two support shackles, one for the bombar-
dler and one for student bombardler, one at the tall punner's station and one at the floor gunner's sta-
+i{nn, There ls slsoc a specPal type safely telt provided in the turret.

(3) Reliefl Statlons: There fare \hiree rellef statiocns, one at the forward end of the for-
ward bomb bay on the leflt slde, one on the left side of the rear bomb bay, and one in the tall compart-
ment secesslble te the tall gunner. A tollel with removable can 1s located under the deck turret struc-
*ure on the right side of the aft compartment. The tolle® paper contalner ls mn the bulkheed wall to the
right =2f the tollet. .

(L) Flight Report Holder: The slrplane flight report holder and airplane data case con-
ralners asre mounbed on the left side of the ship near the pllot's shoulder.

Revised 5-25-L2 - - RESTRIGTED



RESTRICTED T. 0. Ne. 01-3%EA-1

(5) Life Rafts: The 1ife raft is stowsd in the navigator's compartment in the orown to the

left of the centerline of the ship., After leaving the compartment the operator should reach 1Iin through

hatch door and pull the knob located on the forward edge of the door and container will fall to line
with the hateh opening. The 1ife raft can then be pulled out.

()  Thermos Bottles: One two-quart thermos bottle and cup container is located on the laft

side behind the pllot and one two-guart thermos pottle and cup container 13 located on the aft side of
the Bulkhead #3l, In the aft compartment.

(7) Ladders: A short ladder hinged to the bulkhead provides access to the cockplt through
the nose whesl well. For use, this ladder swings down to a positlion approximately 25 inches above the
ground. A long detachable ladder for access through the camera door te the aft compartment 1s stowed in
the aft compartment on the right slde above and In back of door. For use, thls ledder 1s hooked Intc
holes provided at the door. The engine working platform 18 a ladder so arranged that the outer legs can
be spread for support and the center portion extended to Any deslred height. The small platform on the
center ladder is provided for tcols. One of these engine ladders is furnished for every ten airplenes.
For transportation from peint to polnt thils ladder may bhe stowed in the bomb bay lashed to the bomb racks.

(&) Blind Flylng Hood: The blind flying hood, consisting of several pieces of fabriec,
stowed on the right side of the pllot's compartment, is provlded with glove snaps to fasten the hood to
the snclosure.

(9) Sun Visors: Adjustable sun visors, mounted on the windshield frame, are provided for
the pilot and co-pllot.

(10) Bomb Sight Box: A removable bomb sight stowage box, filtted with lock end key, 18 pro-
* vidsd in the Bombardier's Compartment.

(11) Floor Gun fGrate: An easily removable bar, stowed In the gunner's step locker, is pro-
vided to place across aft bottom door opening to prevent accidental falling.

(12) Cotten Container: 4 cotton container ls provided at each crew position.

(13) Parachute Stowage: Proviaslon for stowsge of qulck attachable type parachutes 1s at each
of the followlng statlons: Bombardler, Navigator, Radio Operator, plus four in the aft compartment.
Seat or back parachutes may be used by the pllot, co-pllot, navigator, or radio operator by removing one
of the seat cushions.

(14) curtains: A curtain is provided hebtween the pllot's and navigator's compartments. This
"~ & split sliding curtaln, and may be parted to elther side for easy access. In the aft compartment,
ﬂmrd of the tail gunner's entrance, a ziprer operated curtain is provided to maintain better heating

v 'ventlletion,

d. De-Icing and Antil-Icing Equipment. - (1) Wing De-icer provlisiocns conslst of tublng, fittings,
distrIbuting valve, selector valve and de-icer shoes and flttings.

(2) Prepeller antl-lcer provisions consist of standapd slinger rings for the propellers, a
flve gallon fluld tenk mounting for an electric driven pump, and sultable tublng. The rheostat for the
pump 1s located on the lower right hand side of the pllot's control pedsstal on the B-26 and B-26A; and
on the instrument panel for the B-26B.

8. Heating and Ventilallng Eguipment. - (1) The Model ﬂ—&ﬁ supplies heat to 8ll crew stations
by means of exhaust manifcld heaters. On alrplanes numbered AC LU-13561 to AC L0-1460 1nclusive, the hot
air is brought from the heaters through leading edge ducts and cold air 1s brought through snother lead-
ing sdge duct from an inlet to a mlxing chamber. Danpers in baoth hot and cold air ducts are operated
independently by controls in the navigstor's compartment, for proper mixture in the mixing chamber. On
airplanes numbered AC }0-1061 to AC L0-1561 incluslve, the hot alr 1s brought from the 1left hand englne
through & leading edge duct dlrect to the aft sectlion. No cold air is provided. Hot air 1s brought from
the right hand engine and cold alr from an alr Iintake in the right wing through leading edge ducts to the
navigator's compartment, where they ars mixed by controls and supply heat for the forward section. All
airplanes are equlpped with spill valves in the nacelles where all heat may be spllled over-bcard by con-
trols 1In the navigator's compartment. Jeatlng or defrosting at any statlion may be improved by turning
off other outlets. Heat 1s supplied as follows: |

Crew Station or Compartment Type of Outlet and Control

(a) Navigator Compartment Anemostat diffuser and screw damper
AC Lj0-13%61 to ac L0-1460 1nel. ‘

(b) Navigator Compartment Hadlation from heating duct
AC Lo-1461 to AC [j0-1561 inel.

(e) Aft Turret and Camera Statlon ’ Damper box Aerofuse outlet and screw

damper.
(d)  Tall Gumner ' Duct Outlet and sliding damper.
(e) Pilot and Co-Pllot Duct Outlet mnd sliding damper.

\\
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Crew Statlon or Compartment Type of Outlet and Control
(1) Bombardier Duct Cutlet with sliding demper.
(g) Pllot Windshleld Dafrosting Duct Outlet with butterfly damper.
(n) Bombsight Defrosting Flexible tubs with thumb operated damper

at nozzle.

(23 The Model B-26A and B-26B supply heat to all crew statlons by means of exhaust manifold
heaters., The not alr is bronght from the left hand englne through a leading edge duct direct to the aft
ae~ticn. No cold alr 13 provided. The forward sectlon 1s supplied with heat from the navigateor's com-
rnrtment where the hot alr breught from the right hand engine and cold alr fromeanalr intake in the rlght
w! through leadlng edge ducts, are mlxedand distributed forward. Spilll valves are provided in the na-
¢ iles where all heat may be spilled over-board by controls in the navigator's compartment. Heatlng or
defrosting at any station may be {mproved by turning off other outlets. Heat is supplied as follows:

Crew Station or Compartment Type of Outlet snd Control
(a) Navlgator Compartment Radiation from heating duct.
(b) Aft Turret and Cemers Statlon Damper box Aerofuse outlet and screw damper.
(c) Tall Gunner Duct Qutlet and sllding damper.
(d) Pilot and Co-pilot Duct Outlet snd slldling damper.
(a) Pombardier Duct OQutlet with sliding damper.
(£) Pillot Windshlield Defrosting Duct Outlet with butterfly damper.
(5) Bombsight Defrosting Flexible tube with thumb operated damper

et nozzls.

o Fire Extingulshers. - Two CO, fire extingulshers are installed, one in the pllot's compartment
at the rear of the co-pllot and the othér 1n the walat gun compartment, aft side of the upper rear tur-
ret coaming. The Lux flre extingulsher syatem for the engines has 1ts control in the floor between pi-
lot and co-pllot. To operate, 11ft up the trap floor to the selector valves and operating handle. Refer
to T. 0. No. 00-25-5 for procedure to be followed in case of fire during flight.

e Oxygen Equipment. - Oxygen equipment conslsts of one lowpressure Model B-26, 350#; Model B-264,
LOO# System. Thils system is f1lled from a central point located in Aft Bomb Bay. There are two small
vottles located In the pilot's compartment, one back of the pllot and one back of the co-pileot. One
large vottle 18 loecasted under the navigator's table and one behind the navigator's seat.. There are two
large bottles in the rear bomb bay, one on the left slde and cne on the rlght side. All of these are
{nterconnected and flitted with check valves so that 1f one bottle 1is damaged it will not dump the entire
system, The outlets, each provided with Iindlvidual pressure regulatoras A.C. type A-9, are located as
Peollows: Two in the bombardler's compsrtment - one right and one left, one for the pilot and one for the
co-pilot, mounted on thelr respsctlve sides of the instrument panel, one for the navigator mounted slong-
aide the navigator's Instrument panel; one [or the radio man mounted on the redlo panel with the radio
compass; one for the floor gunner or camera man; one for the tail gunner on the right side in the stub
of the elevator and one for the turret gunner. To permlt the turret gunner to breathe oxygen while in
the firing position, a swivel fitting 1s provided in the floor dlrectly below the turret.

h. Photographic Equipment. - Provislons are made for the vertical installatlon of the multiple
lens factlical mapping camera Type T-3A4 and for the K-7C and X-3P cemeras Iin a combination retractable
mount. The retractable mount 1s located in the rTear compartment over the rear entrance door. In the
stowad posltion the mount is located just aft of the decor area. The mount is held in plece 1n the stowed
posltion by a latch on the rear center leg. To release - pull the lock handle on the left side of the
shlp at the edge of the camera door. The mount 1s apring loaded so that upon release the mount will
s1ilde down over the door opening. To bring the mount down to the horizontal position aqueeze the latches

‘on each of the forward legs. For movlrig the camera aft, ralse the camera mount and pull the cable at

the left side untll the moeunt locks in the aft position. The vliew finder plate located on the forward
alde of the camera mount may bs folded up for stowage. Thls must be folded out of the way when the mount
ts retracted, in order to c¢lose the camera doors. 0On the right 1s located the electrical Junctlon box
for plugging in the camers and induction ccll when needed. On the aft side of this box is a bracket
affordlng stowage for the intervalometer. Separate camera magazines may be stowed on the left side aft
of the cemera. In order to use the oblique cameras, the windows in the aft section should first be re-
moved and the camera may then be almed through them on either side of the plmne.

Revised li-10-42 -7 - RESTRICTED



T.0.NO.01-35MA-1

RESTRICTED

(V9z-4)

HAS LIJT - STOYINOD ANV INAWIDNVENY Lida

RESTRICTED



T.0.NO. 01 -35EA -1

RESTRICTED

T

(9Z-9 TAAOW)IALS LAFATI- STOAINOD B INAWIADNVAAV

LId¥00D S.l10TId

9

"DIA

RESTRICTED



T.0.NO. 01 ~-35FA-1

RESTRICTED

V92-€9 THGOW AQIs "1¥

- STOULNOD aNV

LNIWADNVHAY LIaH005 §.107T1d - | "Dig

RESTRICTELDY



T.0.NO. 01-35EA-1

RESTRICTED

RESTRICTED



A

_RESTRICTED

T.0.NO. 01 -35EA -1

N=DXF NI~

I

RESTRICTED

FIG. 9 - PILOT'S COCKPIT INSTRUMENT PANEL MODEL B-26
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FIG. 10 - PILOT’'S COCKPIT AND CONTROLS - LOOKING FWD, MODEL B-26A
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FIG. 11.
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Control Pedestal Pilot’s Cockpit (Model B-36)
(to be issued when avallable)
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3o Locatlon of Controls
~

| a. Flight Controlst

A

Control

s e
0 N OwnNEH M

Elevators
Alleron
Ruddear
Tab-Elevetor
Tab-Alleron

T. 0. Ho. 01-3%5EA-1

SECTION I1L

QENERAL INSTRUCTIONS

(Refer to Flgures 5 to 12 Incluslve.)

Type
Du&l Control Column

Dual Pedals

Wheel

Knob

Crank

Lever (Hydraulle Valve)

Wheel

Type
Levar
Lever

Lever

Type
Switch

Switch
Swmitches
Lavers
Levers
Levers

Knob
Knob

Swiltch
Switch

Swiltches
Switches

Emergency Fuel Pump (B-26B) Valve-Selector

Tab-Rudder
Wing Flaps
(8) Control
L. Landing Gear Controla:
Control
(1) Normal-Nose & Main
(2) Emergency-Nose Gear
(3) Emergency-Main Gear
c. Power Plant Controls:
Control
(1) Starter-Energizs
(2). Starter-Mesh
(a) Ignition-Left & Right
(4) Throttles-Left & Right
(9) Mixture-Left & Right
(6) Propeller-Left and
Right
~ (7) Friction-Throttle
] Levers
(8) Frictlon-Propeller
Levers
. {9 Precessing (Pllot)
— (10) Pracessing (Navigator)
(11) Primer-Left & Right
(12) Pump-Fuel Booster
Left & Right
(12a)
(13) Blower Ratlo - Left
Right
(14} 011 Cooler Left and
Right
(15) Carburetor-Aux. Alr
(16) Cowl Flap-Left and
Right
(17) Pump-Fuel Transfer
(18) Fuel Selector
(19) Propeller-Safety, Left
(20) Propeller-Safety, Right
(21) Propeller-Auto. Man.
Left
(22) Propeller-Autc. Man.

L{iaod L-10-l2
t

Right

Levers
Levers

Levers
Levers

Switch
Valve A

Switeh
Switch
Swltch

Switch -

- 16 -

Location
Pillot Cockpilt

Pllot Cockpit

Left 3lde of Pedestal

Cockpit Celling-Center

Cockplt Celling-Center

Pecdestal Head-Rear ¥ace, Left
Center.

Pedesatal Head-Upper Center

Location

Pedestnl Head-Rear Face - Right
Center

Podestal Eead-Rear Face Right
Center

Pedesatal Head-Rear Face Extreme
Right

Locatlion

Pedestal-Forward Extreme Left
Center

Pedsstal-Forward Left Centar

Pedestal-Forward Center

Pedestal Head-Extreme Left

Pedestsl Head-Extreme Right

Pedestal Head-Left snd Right
Center

Poadestal Head-Renr Lsft

Pedestel Head-Rear Center

Pedestal Head-Rear Right
Navigator Compartment-R.H. =
Above Driftmeter
Pedestul-lUpper Rear Right
Pedestsl-Hear Center

Left Aft Side Bulkhead Sta.

1230 3/4
FPedestal-Lower Rear Leflt

Pedestal-Lower Rear Center

Pedeatal-Lower Rear Right
Pedestal Head-Lower Rear Left

Rear Face of Bulkhead Betwesen
Navigator and Forward Bomb
Bay-Left 31de

Rear Face of Bulkhead Between
MNavigator and Forward Bomb
Bay-Left Side

Pedestal-Forward Lower Left
Center

' Pedestal-Forward Lower Right

Center
Pedestal-Forward Lower Extreme
" Left
Pedestal-Forward Lower Extreme
Left (at Right on B-26B)
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Control
(23)
(2h)
(25)

(26)
(27)

i,

d. Other

Control
(1)

(2)
()
(&)

(7)
(7a)
(7o)

(8)

(9)
(10)

(10a)
(11)
(12)
N (13)

(1)
U (15)
(16)
(17
(18)

(19)

(20)
(21)
(22)

L)

(25)

(26)

% Revised l-10-42
%

Propsller-Feather,
Laft
Fropeller-Feather,
Right
011 Dilution - Laft and
Right
Fuel Levsel
Fuel Flow |
(On ACLO-13£1, Model
B-26 only)
Controlat

Bomb and Torpedo Emer-~

gency
Bomb-Normal

Brekes-Service
Braks~Emergency

Brake-Parking

Horn-Landing Gear
Warning

Battery-Master, laft
and Right

HEydraulic Fluid Tank-

Emergency (B-206B)
Propeller Antl-icer
(B26B)
Lights-31gnal and
Running

Lighta - Formation
Light-Landing Left

Light - Signal (B-26B)
Light-Landing Right
Light-Passing

Lights - Panel

Lights - Interlor

Inverter - Spare
(Model B-26A & B-26Bonly)
Light - Compass

nghb Pedeu tal (Model

Li%ht (Fluoruucent)

Hodel B-26A & B-26B
only)

Li%htu - Identiflcecation
Model B-26A & B-26B
only)

Bells - Alarm

Heater-Pltot
Control

Oxygen Supply
Heating and Ventlilating

Seats-Pilot & Co-Pllot
(Model B-26A & B-26B only)

Seats-Pllot and Co-
Pilot (Model B-26
only}

T. 0. No, Ul-35EA-1

Tyoa

Switch

Switeh

Cage
Meter

Type
T-Handle

Lever
Pedals
T-Handle
Laver
Switch
Swiltches
Valve
Rheoatat
Switch

Knob
Switch

Micro-Swiltch
Switch
Swiltch

Switch

Swltch
Switech
Switch
Switch

Switch
Switches

Swltch
Switch
Switches

Regulator
Controls

Lavers
Fore & Aft Inboard
Helght Adj. Outbeoard
Reclinling Outbvoard
Levars
Fore & Aft Outboard
Helight Ad)J. Inboard
Reoclining Inboard

- 17 -

Location
Pedestal-Forward Lower Center
Pedestal~Forward Lower Center
Pedestal-Forward Middle Right
Pilot Instrument Panel
Right Handslde of Co-Pilot

(Not to be used for take-off or
climb)

Location

., Crown of fuselage betwsen and

forward of pllot and co-pllot
Bombardier's Compartment Lelt
hand slde
Pilot rudder pedals
Forward center sbove Iinstrument

panel and in front of emergency

Yomb and torpedo release.
Podesatel Hemd-Left Hand Face
Pedestal-Extreme Upper Forward

Right
Podestal-Extreme Middle Right

Pedestal-Lower Right Silde

Instrument Panel-Center-
Lower Laft

Fedestal-Forward Middle Right
Center

Pedestal-Forward Middle Center

Padestal~Forward Extreme Mlddle
Laft

Fedestal-Upper Right Extreme
Rlight

Pedestal-Forward Extreme Middle
Left

Pedestal-Forward Middle Left
Center

Pedesatal-Forward Upper Middle
Right, Model B-26A; Left,
Model B-26

Pedastal-Forward Upper Middle
Laft

Fedeatal-Forward Middle Extreme
Right

Padestal-Ferward Upper Middle
lLeft Center

Pedestal-Forward Upper Middle
I.eft Center

Pedeatal-Forward Upper Middle
Left Center

Pedestal-Upper Right Extreme
Right

Pedestal-Forward Extreme Upper
Right Center

Pedestal-Forward Extreme Upper
Right Center

Pedestal-Forward Extreme Upper
Left and Left Center

At esach Crew Statlon

See detalled description under
Section II

RESTRICTED
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Control Type Lecatlon
- {27) Sents-Navig. Radlo Opsrator Levers
- (Model B=26 only) Fore & Aft Inboard
S Swivel Inboard
(28)  Seat - Navigator Levers
(Model B-26A & B-26B only) Fore & Aft Inboard
. ' swilvel Outboard
(29) Seat-Radio Operator Levers
(Model B-26A only) Fore & Aft Inboard
. Swilvel Inboard
(30} De-Icer Valve ’ Provision R.H. of Co-Pilot
(30a) De-Icer (B-26B) Levar Left Hand of Fllot
(30b) De-Icer Pressure (B-26RH) Gage Pilot Instrument Panel
(30¢) De-Icer (B-26B) Va%va— Left Hand of Pilot
Selector
(31} Drift Sight Door Lever R.H. and below Nav. Seat
2 Operation of Controls.
a. Fllght Controls. - Operatlon of the wheel-column-pedal flight controls 1s conventlonal.

(1) Surface Control Locks: To lock alleron, elevstor and rudder control surfaces obtaln lock
yoke from 1ts stowage bag on the left forward slde of Bulkhead 156 1/2 Just sbove the pilot's floor.
Facling forward, rotate the pilot's centrol wheal counter-clockwise sbout 20° (left wing down) and plece
the yoke over the control wheel spoke, Securse yoke to pilot's control column by presalng 1t firmly to
1tz zest In the base plate attached to the control column, turn key marked "Elevator" 90° clockwlse and
remove key. Take the "Elevator" and "Rudder" keya, which are connected together by & chain, to the tail
of the =hip. Open the inspection panel lor the elevator quadrant on the left side of the ship. Neutral-
lze the elevator quadrant with the 2 side fittings and Insert the "Elevator" key all the way until the
snep spring engages. Open the Inspectlion panel for the rudder quadrant on the celling. Centralize the
hole In the rudder quadrant with the hele in a lug on the stablllizer rear spar and lnsert the "Rudder"
key all the way untll the snap spring engeges. The control surfaces and cockplt controls are now locker.
Revise above procedure to disengage locks.

CAUTION: DO NOT ATIEMPT TO REVERSE "ELEVATOR KEY FROM LOCK YOKE WITHOUT FIRST
SECURING YOKE TO CONTROL WHEEL AND COLUMN. ALSO, LOCK YOKE CANNOT BE REMOVED FRCM CONTHOL
WHEEL AND COLUNMN WITHOUT FIRST OBTAINING KiiyS FROM ELEVATOR AND RUDDER TAIL QUADRANTS. DO
NOT PRY LOCK YOKE FREE FROM CONTROL WHEEL AND COLUNMN BY FORGE.

~ (2) Elevator Tab Wheel - Rotate forward for nose down and aft for nose up.
L 3

' (3) Rudder Tab Crank - Crank clockwlse for nose right and counter-clockwise for nose left.
Durling approach for landing trim alrplane directionally after change from landing gear and flaps "up" to
landing gear and flaps "down" condition. .

(L) Alleron Tab Knob - Turn clockwise for right wing down and counter-clockwise for left
wing down.

{5 Tab Position Indlcator - Indicators gradusted in degrees are !ncorporated in the tab
control units.

(6) Flaps - Move flap levers up for flaps up and down for flaps down. Flaps may be stopped
at any degree of setting by returning control lever to neutrasl. A catch holda the lever in neutral.
Refer to T. 0. No. 01-1-60.

b. Landing Gear Controls. - (1) Normal Operation: Wormal operation 1s achleved by the retrac-
tion or extenslon of the hydraullc operating cylindera. Pressure 1s obtained in the hydraulic system
by two englne driven pumps. In the event of fallure of the engine drilven pumps, pressure may be obtain-
ed by 8 hand pump. A lock 1s provided on the main control handle to prevent inadvertent retraction. The
handle should remain down between landings and take-offs. Move handle down to extend gear and. leave full
down. Move handle up to rTetract gear and return to neutral. Replace cap after use,

{

(2) Emergency Operation: Emergency operatlon 1s achieved through shuttle valves and the
emergency control valves, whlch allow the hand pump pressure to operate the doors and locks of the nose
wheel, and the main gear through a separate isolated system. Using the noss wheel lever first, the hand
pump pressure must be utlilized te pump the nose wheel to "down" and locked position. Then using the
main gear lever the hand pump pressure need only open the doors and release the "up" lock, whereupon the
gravity and alr forces will then extend the gear to "down" and locked position. In the event that the
maln gear cannot be relsased, landing with nose wheel extended will minimize the damage to the fuselage.
Never put main gear down flrst as the nose wheel may be out of commisalon, and result in less of ship
and serlous lnjury to personnel. If nose gear 'ls tried first, and nose gear falls to operated, noattempt
should be made to extend the main gear, thus requiring landing on bottom of fuselage. See optlion given
undear Sectlon IV, paragraph 9. b. Use emergency only after gage pressure drops below 130 pounds. The
sequence of emergency operation 1s as follows:

~
T
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() Landing Gear Lever - down.

(E} Emergency Nose Gear lever - emergency down.
(E] Supply Pressure with emergency pump.

(d) Noee gear doors open.

(o) Nose gear uploéks released.

(£} Nese gear moves to dewn-locked position.
(g) Return nose gaar emergency lever to neutral.
(h) Emergency main gear lever - emargency down,
(1) Supply pressure with emargency pump.

(1) Main gear doors open.

(k) Muln gesr uplocks released.

(1) Maln gesr falls into place.

(m) Put both emergency levers to normal.

{n) Return landlng gear lever to normal.

(0} Emergancy mechunical flap lowering. Place pliot's hydraulic centrol In "down”"
position. Jack [13ps down in bomb bay. ]

(p)  Hand pump for emergency hydraullic control of flaps and brakes. Pull handle Tor
actualing brake emergency pneumatic system after landing if necesssry. :

(3) Posltion Indlcator and Warning Horn: A position Indicator in the pllot's compartment
Indlcates when the main and neoae geara are In the extended pesltlon and the downlocks In place. A& sipg-
nal horn In the pilot's compartment warns when elther gear 1s not in {he cxbtended and locked position.

(L) Braked. - (a) Bervice Brakes: The service brakes are cperated by tos pressure ap-
plied to the rudder brake pedalas. Hydraulle pressure is transmitted tc the brakes through the power
brake control valve, sach wheel operating Independently of the other.

(b) Farking Brakes: To set brakes for parking, depress both bruke pedals equally,
pull back parking Tever, remove prassure [rom pedals and relesse lever. Te release brakes depress
gage, located on the control pedsstal must show st least 85C pounda Per sguare Inch pressure when the
eirplane 1s parked. Thia Freasure can be obtained by running englnes, prisr to parking., which will sl-
low the accumulator to charge te !Ls full capacity and Insure maxipum flul caprclty for parking peri-

“"Todg. Slight Internal leaks may otherwise deplate a amall supply and defaa- the purpose of the parking

braeke.

(c) Emergency Handle: An Intermittent pull on the emergency handle, located on the
crown center between pllot and za-pllot, releanses atir pressure, through swparate llnes and shuttle
valves, directly to tha brake evlinders on esch whesl, nnd applies the brake shoes. Brakes are ra-
leased after emergency use by relleving alr pressure in the !lnes throvugh Imergency Brake Bleed valve
in the pllot compartment above the doer to the radieo compartrent. Emergency brake air bleed valve
should not be opensd until airplune la In charge of ground crew as sufflclent pressure may not remain
for taxling control.

] Power Plant Conlrols. - (1) General: Refer to Secticen IV and to T. 0. No. 02-10GA-1 for

further instructions in the cperation of the engine and power plant controls.
(2) Starting: {(a) Turn the snglne over four or six revolutlena by pulling the propeller

through by hand 2 or 3 ravoluFlons to be sure the lower cylinders have not f1l1led wlth oll or gagsoline,
whlle standing idle. It' 13 advisable Lo remove the lower sperk plugs before turning the engine over if
there is any reason to guspect oll or gasollne 1n the cylindera.

(b) Open cowl flaps.

{e) Place blower ratio selector valve In the low blower positbion.
(d) Propeller control in "Take-Ofr™, ("Low Piteh" or "High R.P.M.").

(e) Bouster Pumps "On".
= P

(£) Place the mixture contrel in the "Idle Cut-0ff" position.

- 19 - . RESTRICTED
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(g) For the flrst tlme after Inatellallen, 111ing of the carburetor ls facillitatad

by temporary removal of 1/8" plpa plug fust over and several inches in from the mixture cantrel lever.
#1th the mizture control lever 'n "Autemstic Rich" {or Rich), pump fuel with = prassure not ovar 2 to
™ Ibs. per sq. in. unttl gagoline appears at Lhis heole. Heplace and rewlre the plpe plug. This por-

o=t 'O 0f the carburetor lias a small internal peasags connecting wlth the permanent vent line that takes
are of any small quantity of sir that might collect during normal cperaticn or perlods that the
anglre does not run for several days. Large quantities of air in this portion of the carburstor Inter-
fere with the control of the mixture and usually result {n hard atarting, back firing, and ragged run-
nlraw “or s short time after starting until the sir can escape through the small vent paasage.

(E) Bring fuel pressure up with booster pump. This will supply fuel to the primer,

(1) Open the solenoid switeh to prime sulfleiently. The lenger the switch is held
vpn . the greater The amount of fuel that will he furnished to the priming systsm. Care should bs
taice  to aee that the carburetor nnd fual system are [11led with Fasclline, but that the induction
system Lls not [loeded. Prime sufflclontly, but nol. excessively, having due regard to englne tempera-

ture. This 'will vary from ne prime witl, a hot englne to approximately one minute wlth a very cold
englre.  Exceaslve priming will lond Lie cyllindarys wlth raw pascline, making 1t difficult to start the
englino, Priming durlng cranking is yood practice ss tendencies Loward overpriming are reduced and air

turt ilence facllitates the mixing of an sxpleosive charge.

(1) Warm Engines: 1. When englnes are warm from previous running or when outside
alr Lemperatures are at 60° F (15° 0.) or above, priming may not be necessary.

2 Throttle approximately 1/8 open {(after the arring of the control system

has hee taken up).

Mixture contrel fn the "Idle Gub-nre" poesition.

[\

g. Matabtaln fuel pressure wlth the booster pump,

5. Engage atarter while maintaining fuel pressure and after a revolution or
two turn ignition te bobh on.

&. Mixture contrel should be left in "Idle Cut-0rf" until englne fires. The
reason for thls precautYon 1a that 1 the mixture control 1s placed prematurely out of "Idle cut-Qff"
and the sngine falls to atart for one reason or snother considerable quantiiles of fuel are discharged
into the engine and drained Irom the blowsr sectlons creating a fire hazard.

}. If a start is not affected in a reasonable length of time, mscertaln the
cause. Overloading will be indicated by n dlacharge of fuel [rom the draln in the lower part of the
‘ngine blower. In this case, keep the mixture control in "Idle Cut-0ff", and with no fusl pressaure,
men the throttle and turn the englne aver with starter in order to clear 1t out. If the engine has

1 n loaded and the i1gnition is left on, 1t 1Is freguently possible to effect a start while clearing the
vglne out wilth the starter. In this case, 1t ls necsssary to be ready to lmmediately retard the
throttie to prevent overapeeding. 1If the ignition switch is not left on durlng the clearing out proce-
dure, a reasonable number of turns, such as 6 or 8 revolutions of the propeller, should be sufficlent
to <leaT,” then repsat the atarting procsdure outlined above, starting with the mixture control in "Idle
Cut-0ff" and being careful about moving the mixture control out of "Idle Cut-0fp".

ﬁ. If no drainage of fuel from Lhe englne blower is evident, the difficulty
is probably not from overloading. In this case it is posslble that the englne has nnt yet obtalned
sufficient prime. Repeat the starting vrocedure, increasing the prime.

9. If 1t 13 st11l not possible to start the engine, in all probability some
part of the ignitlion system 1s not functloning. Protracted operation of the hooster can sometimes
overhsat the colls so as to rander the bocster inoperative. :

10. As moon ms the englne starts, move the mixture control to "Automatic Rich",-
beoster pump on, until The engine runs smoothly and automatically builds the fuel pPressure to the de-
sired 15 1b. per sgy. in. Booster pump may then be turned off, unless tale-off 1s to be made with hot
gasoline. Pilots should retain booster pump operatlon durling take-off and landing as a safety measure.

11. Adjust throttle control to hold the engine to as low a apeed ms possible
fer the first thirty seconds after starting and watch for an indlcation of oil pressure on the gage.

CAUTION: IF OIL PRESSURE DOES NOT REGISTER ON THE GAGE ALMOST IMMEDIATELY
OR AT LEAST IN 15 SEGONDS STOF ARD INVESTIGATE,

12. After the first half-minute, adjust the throttle to about 1000 R.P.M.

(k) Cold Englnes: 1. When the engines are cold:and have bsen exposed to outside
air temperatures bslow 60° F. %15“ €.), priming ia necessary. The lower the temperature, the greater
the amount of priming which will be required. Under the various temperature conditions which may be
encountered, experlence wlll dictate how much priming 18 necessary to obtain good starting.
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2 After the Inltilal) priming, the solenold primer valve should be kept on as
the englne s turned over with the skarter in order to supply Tuel directly to the cylinders asince
fugl from the prlmer system 1s vaporlzed by means of the primer nozzles. On cold engines, overloading
18 not necessarlly indicated by a dlscharge of fuel from the englne blewer but rather by the presence
of raw gascline In the exhausi collector, particularly In the stacks leading from the primed cylinders.
In this case follow the procedure outlined for clearing out a warm engine when loaded.

B If there is no evlidence of raw gasoline In the exhaust collector, in mll
probabllity the engine has not been glven sufficlent prime, even though fusel may be dralning from the
blower. 1In cold weather considerable quantlties of fuel may be discharged Into the blower and pasa cut
through the drain and atlll leave the englne under-primed. The resson Cor this la that fuel at low
temperatures discharged intec the blower 1s not sufficlently vaporized to be carried into the cylinders
in mixture strengths necessary lor combustlon when the engine ls turned over. For this reasan, dlrect
priming 13 required in cold weather to {insure a satlafactory mixture at the Intake ports of the eylin-
der. Care should be taken, however, not te fleod the blower and cause m fire hazard from the dreinage.
On the other hand, in warm weabher, both the fuel and the angine are at higher temperatures so that
fuel discharged Into the blower ls vaporlzed sufficiently to be carrled Into the cylinders in mixzture
strengths necessary for combustion when the engine 1s turned over. When underpriming 1s suspected,
sadditicnal priming should be made cautlously and the starting procedure repeated as outlined for warm
snglines.

(3) Warm-Up: (a) After the first half-minute, the warn-up should be made with the pro-
peller, 1n the "Low Pitch" oF "High R.P.M." posltion and &t an engine speed of about 1000 R.P.M.

(b) Be sure the cowl flaps are open. Do not attempt to warm the engine up more
Julckly by closing the cowl f'lops In extremely cold weather. This may cause overheating and demaging
of the ignition system at the spark plug elhows.

(e) The oll pressure rellef valve has been fltted with a temperature control that
forces the oll when cold through the engine under high pressure, asg much as 300 lbs. per sg. in. when
very cold. Thls extra high pressure is reduced when an oil-in temperature of about [J0° C. (104°F.) 1is
obtained.

(d) Always make certain that the solenoid primer switch 1s off after the engine le
started.

{e) Long continued 1dling below 800 R.P.M. may result in fouled spark plugs.

o’y CGround Test: (am) When the oll-1n temperature has riser above J0° C., the throttle
may be opened to approximately 3U In. Hg manifold pressure with the propeller in "Low Piteh"™ or "High
H.P.M." Do not attempt to operate above 1000 R.P.M. until thas oll-in temperature has exceeded L0° C.
Put propellers in "Manual" and note the loss of revelutinns when awltching to one magneto at & time.

In switchlog from both magnstos te one, the normal drop-eff la 50 to 75 R.P.M., and does not usually ex-
ceed 100 R.P.M. When swltchlng from one magnete to the other, the change in R.P.M. should not be more
than 70 or L0, It should be noted that the loss in R.P.1. when operating with one or two magnetos ve-

“*-rlss with different englne speeds. This cheek should be made ln ms short a time as precticable. Con-

tinued running on one magneto with manifold pressure as hlgh as 25" to 30" Hg absolute may cause seri-
cus detonatlon.

(b) In rare circumstances, even after the englne has been run a sufficlent length of
time %to glve reasonable assurance that the spark plugs ere cleared out, excessive R.P.M. drop or uneven
engine operation may be experienced during the regular magneto check., In tlils case 1t is permissible
to make a quick check of magnetos at 3% in. Hg in low pltel In order to determine if the trouble lies
in the magnetos themselves.

CAUTION: OPERATION OF ONE MAGNETO AT  THIS POWER OUTPUT MUST BE HELD TO THE
SHORTEST POSSIBLE LENGTH OF TIME BECAUSE OF THE POSSIBILITY OF [¢) OM _DETO ON.

(c) Check oll pressure, oll temperature, fuel pressure and other items at 2000 R.P.M.

(d) 011 pressure measure at the pressure gage take-off in the upper left side of the
engine rear cover case should be 75, + 10 lbs. per sq. 1n. at 2000 R.P.M. 60° C. (140° F.) o0il inlet
temperature. If the low pressure oll syatem 1s che?kad it should show 30, % 10 1bs. per sq. 1n. Fuel
pressure should be 16, + 1 1b. per sq. 1n. 4

(o) 01l pressures will vaery with R.P.M. and tempermture and need cause no alarm by
falllng to as low as 25 1lb. per sg. in. with tha engine 1dling, or I1f the pressure rises somewhat over
100 1b. per sq. in. with cool oll at take-off R.P.M. The pressures should not be set higher than 90 1b.
per aq. In. when the engine ls operating under normal condltions with oll temperature 60 to 70° C.

(140° F. to 158° F.). The fuel pressure at low 1dling speed may be as low as B or 10 lba. per sq. in.
and still be satisfactory if the pressure comes up to the desired smount with 800 or 1000 R.P.M.

(r) On initial running after Installation, 1f the oll pressure is not within the

specified range, the oll pressure relief valve in the rear section should be adjusted to give the de-
sired pressure and the low pressure system of the rear section should bs checked and adjusted if
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necsssary. The suctlons and back prassures of the oil gystem in the alrplane often are different from
thosa of the test stand upen which the engine was run and have an offect upon the engine oil pressure.
011 subsequent running of the engline, any appreciable change 1n oil prassure under the same condition
o7 H.F.M. and oll temperaturs may Iindicate trouble within the engine or oll system which should be

nveatigatad,

~—

e —

e (g) Checking the blower ratio selector operations:

1a Run the engine at 1400 tc 1500 R.P.M. (60% normal spoed) with the oil-in
temperature about 60°C, (1LL0°F.)

2 Shift to "High" by moving the selector valve contrnl without hessitation to
the "High" positlion. The shift in the blower ratio should be accompanied by a alight rise of the
manliold pressure when the high clutch 1s engngoed. Frolonged fluctuation or loss in manifold pressure
inileates {mproper high clutch engagement. In thils event the selector control should be returned to
the "Low" position and the operation repeated to amssist in clrculating warm o1l through the mechanism.

%. When shifting from one speed te another, be sure to make the shift smoothly
and positively without hesitatlion and without pausing between the two positlons. Do not shift from cne
ratlo to another in repid succeasion. This la to avold dragging and sllpping of clutches with conse-
qusnt sbnormal heat generation.

%. Be sure that the selector valve is 1n "Low" position and that the carbu-
rator 13 In sutomatic rleh positien and then proceed with take-off in the same manner as with a slingle
speed engine. .

(h) Coollng of the eylinder heads and barrels, and fgnitlion harness ls usuelly
insufrleient whileTon the ground for continued rutniing above 1500 R.P.M. to 1600 R,P.M. Avoid prolonged
running st power abtove thla. It ls recommended not to exceed 232°C. (l)}9.6°F.) hend temperature during
greund operations il only one or two thermocouples are installed. Feor ground cooling test wlth all
heads and bases equlpped with thermecouples, 1t 1s permissible to approach the maximum temperature of
260° ¢, (5009 F.) on the hottest head.

(5) Cowl Flaps: The adjustable cowl flaps should be fully opened during all ground opera-
tlons, and at least partlally opened for take-off and climb.

(6) Flight: (a) General smoothness, englne speed, manifold pressure, carburetor air
tamperature, cylinder tempeFatures, oll temperatures, and the 01l pressure glve the most satisfactory
indication of the performance of the power plant. If any of these appears irregular, the engine should
be throttled and, if the ceuse 13 not apparent, a landing should be made to investigate and correct
the trouble.

(b) Two Speed Blowers: 1. The manifold pressures below the critlcal altitudes ars

“sgulated by manually operating the englne throttls. Maximum engine performance will be obbalined by

L1 maining in low blower ratio until the eritical altitude has been exceeded and the manifold prassure
nas dropped about 3 or | Hg. Then shift to high bLlower ratic by moving the contrul laver without
hesltation to "High" position. lmmedlately before the selector valve control 1a shifted, the throlttle
should be partially closed in order to reduce bLhe manifold pressure ancther 3 or " Hg before the high
spead Tutlo; has sngaged. Two or three trials will acqualnt Lhe pllot with the neceggary throttls
movement to prevent excessive manifold prassure after the high speed blower ratio engagement has heen
accomplished.

2. With the blower in high ratio the enyine may be operated essentlally as any
single speed engine. IE 1is recommended that unduly high rates of rhange 1in engine speed be avolded ir
possible when In high blower ratlo on account. of tha extra load on Lhe cluteh and supercharger drive,
Iiling of the engine may not be entirely satisfactory because the fdle ad justment of the carburetor
has been made for the low blower ratio.

(e¢) Power Control: With controllable pitch propellers there 1s an infinite number of
combinations of engine R.F.M. and manifold pressures obtainable for any desired value of engine power
or alrplane gpeed. However, there are also relatlons of engine R.P.M. and manifold pressure to desired
engine power whizh will give maximum fuel sconomy, best overall efficlency and will be conducive to
most raliable engine operatlion and maximum engine 11fe. The best possible eperation will depend some-
what upen the deaired conditions plf llght such as eclimb and level flight and upon the alrplane and
proreller characteristics. The "Engine Characterlstics® engine check cHart and engine operating
instructions are referred to in Section IV and also the erulding control curves are referred to
in Sertlon VII.

(7)  Take-0ff: (a) See Pllot's Check List in 8eetion IV,
(b} Cylinder head temperatures before the stanrt of take-off must be low enough to

ensura that the maXimum limits are not exceaedsd durlng the use of take~off or emargsncy power. It
18 recommended that 205°C. (LO1°F.) not be exceeded prlor to take-off.
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(¢) Throttle frictlon must be sufffcient to prevent throttle creeplng 1T hand is
removed.

(d) Open throttls gradually, belng careful nor to exceed limiting manlfold pressure.
Alrplane 1is gensitive to power appllication on take-off.

(e) As scon as clear of ground and obstructions, adjust the power tc the normal
climb conditions. |

(8) Climb: (a) The milltary services with their partlicular requirementa often nsed the
maximum allowable powar, having less regard for long 1ife of the engine than for the Immedliate needs
under conditions of emergency. For these purposes, mllitary ratings comparable to take-off power may
be ugable in climb or level flight for five minutes.

(b) Adjust the cowl flaps to maintain cylinder temperntures somewhat less than the
maximum permlsaibTe, preferably about the maximum permissible lor crulsing, l.e., 232°C. (4L9.6°F.)

(c) A materlial reduction In eylinder and/er oll temperaturecs can be obtalned by
climbing at an indleated alr spred ten or twenty miles par hour hlgher than the speed fur best elimb
without much loss in rate of elimb. This wlll materlally lncrease engine 1ife by reducing ring
aticking tendencles attendent with hlgh head temperatures.

(d) A tendency for the oil to overheal can be checked the quickest by reducing the
nngine speed rather than by throttling alone.

(9) Normal Maximum Ratling - Climb and High Speed.

(a) The normal maximum ratlng 1s the maximum power at which the engine may be operated
centinuonaly.

(b) The mixture given by the carburetor in "Automatle Rlch" 13 expected to be rich
snough to care for climbing operaticn. PFor maxlmum speed In level {light, even though the engine
can bs cocled, the mlxture should not be s=t leaner than "Automatlc Rich."

(10) 7%% Power: This 1s a power intermedlate between the 100% Normal rated power and the
maximum recommended crulsing power. This again l1s primarily a milltary requlrement.

(11) ©rulsing Maximam: (a) This is the maximum power recommended for continuous cruising
operation. The engine will deliver dependable power for long periods between overhauls If the major
pertion of its operation 1s at or less than the crulsing rating.

(b) After the airplane has leveled off and while attaining its approximate crulsing
speed, the engine should be glven an opporbtunity to cool down after the climb, preferably even bhelow
the final crulsing temperature, before auto lean 1s used, Thla permits th=z blower and rear sections,
a3 well a3 the eylinders, to cool down. A well cooled engline will have little tendency to start
detonation and overheating when the mixture la leaned.

[ (c), To ald in the coolling of the engine as outlined abcve, the cowl flaps should not
be clpsed to the minimum positlon immediately after completion of the clinb, but progressively as the
airplane gathers speed.

{(12) Low Crulsini; Power: Refer to Hange Charl, Cruising Contrcl Curves and Crulsing
Englne Operating Instructions in Sectlon VII. .

(1%) Two Speed Blower: Better englne effliclency is obtalned when operating Iin low blower
than in high blower ratio I the low blower ratlo 1s able be supply the necessary power. If 1t 1s
desired to increase the power allghtly at the full throttle altitude of a lew R.P.M. 1in low blower
ratico it 13 prelerrable to inerease the engine speed up te 100 to 200 R.F.M. and remain in low blower
rathar then shift to high blower ratio and remain at the low R.P.M.

(lh) Cruising Descent: Under normal conditlons of croes country flight it is genersl prac-
tice to start a descent at a distance from the destination of as much as 100 miles or more. This
dlstance 13 determined as a functlon of Lhe altlitude of the alrplane above the destination, the rate
of deacent desired and the tlme necessary for the descent, the, wind velocity and dlrection and its
effect upon the alrplane speed, and the resulting gpeed of thne alrﬁlaﬂe durlng the deacent. Such a
descent should be regarded as a crulsing cperatlon. Cruising R.P.M., power, and mixture should be
maintalned throughout the descent until the polnt 1s reasched where the (lnal glide or approach for
landing is to be made.

(15) Dive: (&) ' The centrifugal or Inertla loads on the master rod bearings increase as
the aquars of the H.P.M. These loads, however, are in the oppesite direction from the power Iimpulse
loads from the pistons. Therefore, high engine speeds with low manifold preasures impose the severest
loads on the master red bearings and should be avolded If possible. Where over-speeding of the engine
1s unavoidable in dives, it 1a recommended that the throttle be partially opened to glve 12" to 15" Hg
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it practicable. However, this may tucrense the gspecd of the englne somewhat; the maximum safe cver-
spaad FLPLM. hasg been defined at 2000 R.P.M. for the R-2800-5
-
(b) Since dives are usually sccompanled by other maneuvers theat may require full

pldar < ths englne, the mlxture contrcl must be In the "Automatie Rich" posltion.

(2) Turing d4ive Ehe supercharger should be shifted Inte low blower ratle before any
dives «re made whitTh mlght cause the engine to over-speed. Thie will prevent excesgive wear of impel-
lar shaf't bearlngs and drilving gears caused by unnecessarily hlgh impeller speed during dlves.

(16) Gllde: (&) The paragraph on Dive has bearing upon the Lransition from high speed
flight or crulsing to the Throttled conditleon of & plide or approach for lending. If the throttle is
closens while the alrplane has comparatively high speed the constant speed propeller will change plitch
and ma‘ntain the R.P.M. for which the governor ls set. Wwhen the governer is sat lor teke-off R.F.M.
and the throttle 1s closed while the alrplane apeed 1s high, the engine will "wind-mi111" at high speed
with, manllold pressures of only one or tws Inches of mereury. Thersfore, the propsller should be set
to maximum crulsing R.P.M. during a gllde and approach for landing.

5 (v) The mixture control should be checked at this time to see that 1t 1s Iin the
"Autemstle Rieh"” position; also check ko see thal the blewer ratio selsctor control 1s in the position
for takm-coff.

(17) Approach for Landing: (&) Set at Maximum Crulse. See T. 0. No. 02-10GA-1.

(b) It 1s advis=able te partlally open the cowl flaps. If emergency power ls needed,
further adjustment of the partially cpened flaps cen be made after having cared for more urgent duties.

(¢) Before taxling, have the cowl flaps fully open.
(18) Stopping: (8) Leave the propeller control in take-off position.

(b) If the Cylinders are hot due to hard taxiing, permlt the engine to idle a short
time to allow the cylinder temperﬂturrq to cool below 205° €. (LL1.0° F.).

{e) To stop Lhe engine move the mixture control te the "Idle Cut-0rf" poesition.
This may be done with the engine turning at about 1000 R.P.M. When the englne has stopped, turn all
ignitlion switches to "Off".

(d) Leave the cowl Clapa open al'ter the englne atops to ald in circulation of alr
over the engine. Thils is to gumrd agalnst vealdusl heat of the power section and exhsust collector
i{aing the temperatures of the spark plug elbows and other portions of the ignitlon system to values
= are above the permissible limits (120° C.(24H° F.)for the elbows) and cause damaga.
(e) If "Idle Cut-0ff" should net stop the engine, close the throttle, cut the lgni-
tlon switch and slowly open the throttle wide as the englne stops. IHave the "Idle Cub-0fr" adjusted
properly as scon as possible.

o (1) Leave the mixture control 1n "Idle Cut-0ff" position at all times when the
sngine 13 not running.

(5) In enld weather hold tha 611 dilutien valve open for about % or |} minutes at
1000 R.P.M. as the engine 1s stopped. It ls not necessary to use the oll dilution !n warm weather.

(19) Engine Starters: The engine starters are controlled by two three-position elsctric
swilches, both having an "OFF" posltion in the center of thelr travel. Elther starier may be energlzed
separately by helding the energlzing switch In one or the other extrems position untlil the inertia
mechanism reaches adequate spead, after which the mesashing awitch 1s moved in the same direction to en-
gage the starter dogs. It ls permlsalble to allow the energlzing swltch to remaln closed after the
meshling swlich has beern operated, in which case the atarter will perform the function of a comblned in-
ertls and direct-cranking unit. The opposite starter 1s similarly controlled by moving both switches
~to the other extreme posltlons.

(20) Magneto Switches:» The magneto switches are comblned lu the conventlional Type B-5 Unit,
having provision for operation of either or both engines on elther one or' both magnetos, and in addi-
tion, ircorporates the master off-on magneto end battery switech. All switch positions are clearly
marked nn the unlt.

{21) Throttle: Throttle operatlon 1s conventlonal, with open position farthest from pllot.
An adjustable friction device 18 controlled by rotating a knob clockwise to increase friction, counter-
clockwlise to rellsve friction.

(22) Mixture Control: The carburetor mixture control 18 operated by fore and aft movements
of the lever. The lever {s normally in one of four positions located by the carburetor mechanism and
selected by the pllot, namely: Idle Cubt-0ff (extreme aft position), Automatic Lean, Automstic Rich, and
Emsrgency Rich (extreme forward positlon). Operatlion of the carburetor mechanism 1s sufficlently posi-
tive that the control lever will remain 1n the desired position, and yet may be readily moved when 1t 1s
deslred to select mnother posltion.
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(2%) Propeller Gunvernor: The propeller covernor contrel 1s operated by fore and aft move-
ment of the laver. Take-off or maximum K.P.M. position 1s farthest from pllot. Friction ad Justment is
analogous to that provided on throttls contrel.

(2l4) Primer: Engine priming 1s accompllshed by holding the primer switches in the "on" (up)
position for the desired perind of time, efter which the awlteh 1s releasad and will automaticamlly rebturn
to the "Off" (down) pesitlon. MNote that the fuel booster pumps must be in operation during the priming
perinrd to provlde the necessary prassure to force fuel into the cylinders. Thls operaticn should be dons
with care as 1t will take some experience to establish the proper length of time for the right amount of
prime. Priming during cranking is goed p‘ractlce as tendencles toward overpriming are reduced and alr
turbulance facilltles startlng. Fuel pressure must be availsble for all primlng operatlon.

{25) Puel Booster Pumps: The fuel bcoster pumps are controlled by operation of ronventional
+opole switches, having thelr "ON" posltions upward and thelir "OFF" positions downward. Booster pumps
ray be left on as a safeguard during take-off and landing, at other times they should te 1n operation.

(26) Blower Gear Ratlc: The blower gear ratio ls selected by vertical movement of the levers
provided. The levers should st all times, except during the shifting operatlon, remain al one or the
orher end of thelr travel, the lowest of which selects the low blower ratlo and the higher, the high
blower ratlio. See engilne cperating instructions, Section VII for explanatlon of the operation of these
control levers.

(27) 011 Coeler Shutters: The oll cooler shutters are controlled by verticael movement of the
levers provided, identical in operatlon to those controlling the cowl flaps. FKesp 1in open {up) poaition
for take-off and climb to prevent possible closure dus to alr loads, otherwlise returning to neutral after
38,

(24) Emergency Carburetor Air Intske Control: The emergency carburetor alr inteke control
cperates in a vertlcal plane, and normally remains in the "Cold" or locked positlon (higher end of lever
travel). When the lever 13 moved to the "Hot", or alternate air intske (lower end of laver travel) po-
aitien, the emergency alr intske shutter 1s unlocked and will open seutomatically 1if the normal elr duct
or screens should become clogged by ice formatlon.

(29) Cowl Flaps: The cowl flaps are controlled by vertlical movement of levers operating
bydraulic valves. The neutral poaition of the lever 1s in the center of 1ts travel. Opening the flaps
ts sccomplished by movling the lever upward from neutral and holding in the dlsplaced position until the
dea'red flap opening 1s obtalned, after which the lever 1s returned to neutral. Closing the flaps is

~aimilarly sccomplishsd by a downward movement of the lever., EKeep In open (up) position for take-off and

climb to prevent possible closure une to alr loads. Otherwise return to neutral after use.

(30) Fuel Tranafer Pump: The fuel transfer pump 18 controlled by a three-position electric
switch having 1ts "OFF" positlon in center. Direction of flow 1ls controlled by moving the switch lever
alther up or down, as required by the marking of the dlal of the Fuel Transfer Selector Valve. Ses
paragraph (31) below.

WARNING: DO NOT EXCEED "FULL" GAGE READING ON ANY TANE. WHEN OPERATING FUEL
_ TRANSFER PONP.

(31) PFual Tranafer Selector Valve: The fuel transfer selector valve controls only the trans-
fer of fuel from one tenk to another and in no way affects the flow from the main tanks to the englnes,
as indicated on the fuel system dlagrams, Flgures 3 and lj. A1l fuel must pass through the main tanks,
since they alone are connected through the booster pumps to the engines. The selector valve Incorporates
two separate controls with pointer handles and dial plsates marked as follows, in clockwise rotatlon:

(a) Model B-26A end B-26B: 1. Aft dlsl - moff", "L.H. Bomb Bay", "L.H. Maln", "L.H.
Aux." and "R.H. Bomb Bay"

2. Fwd. dlal - "Off", "L.H. Bomb Bay", "R.H. Main", "R.H. Aux." and "R.H. Bomb
Bay"
(b) Model B-26: 1. Aft dial - "off", "Bomv Bay", "L.H. Main", "L.H. Aux.”
2,  Fmd. dlal - "Off", "Bomb Bay", "R.H. Hain", "R.H. Aux."

(g) The dial plates also bear thern-otation that with the Tranafer Pump Switch in the
"up" position, thé flow 1s from the tank selected ‘on the aft dlal to the tank selected on the forward
Alal and that with the switch In the "Down" position the dlrection of flow 1s reversed. See paragraph
{31) above. It 1s thus possible to transfer fusl from any tank marked on the aft dlal to any tank marked
on the forward dlal and viea versa, and to transfer fuel betwsen two tanks indicated on the same dial
by firast pumping into an intermediate tank. Note fusl quantity gages vefore attempting to tranafer eny
fuel.
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: WARNING: DC NOT OPERATE FUEL TRANSFER PUMP WITH EITHER SELECTOR VAIVE IN
"OFF" POSTTION.

-\.

T (32) Emergoney Fuel Syatam: The emergency fuel hand pump is provided to take the place of
the hooster pumps or the tranafar pump In the event of fallure of elther or all pumps., ‘The instructions
for iperation of emergency hand pump are lecatpd on the aft side of the armor plate over the selsctor
valvn,

{33) Propeller Swltches: (a) The propellers are contrelled by the following standard Cur-
tla wwitches, furnished in duplicate:
1. Safaty Switeh - Curtiss 100602-2
Z. Automatie - Manual Switch - Curtiss 102911
5 Feathering Switch - Curtiss 104029
(v) The propeller clreults are energized by moving the safety switch levers forward

to the "On" positiin. The prorelleprs ney then be made automatic governing by moving the selector switch
forwerd to tne posltion marked "Automatic" op may be manually adjusted by moving the selector toggle
elther to the right te the positicn marked "Increase R.P.M." or the left to "Dscrease R.P.M." When the
swltelt s centered to which position §%t will return automatically when releansed, the propeller will re-
main in flxed piltzh. Feathering Iz saccomplished by movlng the feathering switch lewver forward. This
latber switch 1s protected from aceldental operation by a hinged -metal cover. Refer to Section IV and
to T. 7. No. 03-20BA-1.

(5hJ 0il1 Dilutlon: 011 dilution 1s controlled by individual electric awitches for each en-
glre. The switches may be operated separately or simultanecusly by holding the levers forward in the
"On" poaltion the required time for dilutlon. Switches will return to the "Qff" position when released.

(35) Emergency hydraullc fluld for cperation by hand pump only may be obtailned by turning
selector valve counter-clockwlse 90° tn emergency attitude. Partial replenishment may be made to main
tank from one gallon ressrve can provided In ahip.

(3¢) De-icer Operetlon und Selescter Valve:r Main engine compressors operate the de-icer 8ys-
tem when lever control 13 placed into "On" poslition. The selector valve 1a used to determine which mo-
ter will furnish compresslon for de-icep and which for camera and instruments. 1If sslector 1s placed at
"De-icer", or upper position, the right englne operates de-1lcer end the left engine operates camers and
Instruments; Inversely, 1f selector ls placed in lower position, the left engine operates de-icer, and
the right engine operates the camera and Instrument vacuum lines.

d. Other Controls. - (1) Bomb Controls: Normal Salvo Bomb Release requlres s pull of smbout 50

r ‘\. “Emergency Bomb Release 1s affected by one vigorous pull atralght forward on the emergency T-handle.

Jdog retains the control cable In the forward position, keeping the homb bay doors open until tripped,
when the doors will be closed by the hydraulic system.

e == q{2) Landing Gear Warning Horn Sillencing Switch: The landing gear warning horn 1s silenced
by pushing foggle switeh aft. The circuit ia replsced in cperation when the throttles are advanced,

(3) Battery Master Switches: The battery master swltches close the clrcults when moved
forward.

(L) Lights: (a) Signal and running lights are operated as follows:
1, As running Light: "On", in forward position - "0ff", in middle position.
2. As Signal Llght: Momentary, 1f aft position. '
(b) Formatlon Lights are "On" when Ymob 1s turned clockwise.
(c) Landing Lights are "On" when toggle switches are in forward position.
(d) Passing Liéht is "On" when toggle switch 1s in forward position,
¢

(e) Inatrument .panel and pedestal 1ights are "On" when respective toggle awitches
are in forward posTtion.

(£) Interlor lights are "On" when the toggle switeh is in the forward position. They
may be used for night signals.

(g) The compass light 1s "Bright" with toggleé switch in ferward position, "Dim" in
aft position.

(5) Alarm Bells and Pltot Statlc Heaterp: The alarm bells and pltot static heater are "om"
when respectlive toggle switches are in forward positions.
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SECTION IV

SPECIAL INGTRUCTIONS

1. Fllght Instructliens

8. Maneuvers Prohibited,

(1) Side Slips {
(=) Vertical Banks
(3) All Acrobatic Maneuvers

{=3

Flight Restrictlons.

(1) Do net exeeed an indleatbed alrspeed of 345 M.P.H.

{2) Do not execed an Indlented alrapeed of 185 M.P.E. with landing gesr or flaps extended,
(%) Do net exceed an Indicated #lrapeed of 317.5 with bamb doors open.

(1) De nob exceed an tndlceated alrspeed of 325 M,P.H. at J1E00 1bs. or max. gross welght,

2. Warninge

a. Do neot lower main gear before neoae gear. If nose gear will not extend, do not attempt to
extend maln gear; refer to Sec, ITT, rparagraph 2. b,

b. I ship 1s attecked hot-air should be by-passed overboard as bullet holes in the manifold
WAy causa the crew Lo bae asphyxlated,

S Bomb bay deopa may be walked on as the operating mechanism has s dead center which locks
tha doora. Be sure bemb bays are clear of personnel before operating controls.
d. The high pressure brakes on this airplane genevate heat rapidly at present and fraguent
rakﬂ_lsniings In rapld successlon will cause abnormal heat genepration in the service brakes which 1s
apt to rcause leakage of hydraulic fluid alter cooling. A period of net less than 15 minutes must
#lapse batween brake lendings except 1in emergancy.

€. Filots of short stature arce cavtioned to adjust seat in the foremost pesition and chzck for
full brake pedrl travel and full applicatlion of brakea, beforo taking off.

£ Always return hydraulic controls to neutral In normal flight to lselate clreults from one
another and to minimlze loss of operetlon due to a fallure of one circult., This does not epply to
Bomb Door Valve Levers which must reamsln In "Door Closed" poaition in Nermal Flight. Operate hydraulie
units frequently to prevent drying or permanent set of semls.

£- The fuel syatem of this alirplane has no provision of S1de S1ip conditions. Therefore, such
8 maneuver ls Extremely Dangercus at low altltudes cr landing Aapproach, as the englne on the low wing
1a liable te cut out.

h. Landings are not t~ be made with a center of gravity forwar! of the position shown in the
tdble below for the . corresponding groas welghts: See Flgure LT

Gross Welght Max. forward €. o,
Posltion, ¥ M.A.C.
21000 L.s
22000 6
22000 7.5
aﬁooo 8.8
25000 v © 10
26000 11.3%
27000 12.5
25000 13.5
28500 : LAl 3
ij For transitlop rlying maintain C.a. position aft of 124 M,A.c. (AMrplane 1s stable to 2L%
M.ALCY).

A
B Taxilng
The dealrable characteristics of the tricyele type landing gear become Increasingly arparent with
Inercased faml larity with proper ground handling technlque. Certain differences will be noticarl

Immadiately In the taxiing techninue requlred for a triecyele goar asn comparsd to the conventional Fear
having a tail wheel. These differences arise becayse to the swlveling of thr nese wheel s limlted to
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45° ench way, and the use of brakes or Incresased mgine powver tends to increase the load on the nose
~heal. If the directlions glven below are obeerved until the pllot le familiar with the tricycle land-
Ing gear, no difflculty will be ancountered. To start the alrplene rolling from a standstill, both
TAYOTTLES should be QPENED 8llghtly and evenly with the brakes off. As scon as the alrplane moves, the
=ilrection In which the nose wheel isg polnting becomes apperent. Permlt bthe alrplane to move or roll
‘owly when meking turns or whenever a change In the angla of the nose wheel 1a desired. The alrplane
Spoan be readily turned or controlled directlonally by gentle use of the THROTTLES and brakes. Over use
of the brakes should be avolded in order to prevent excessive heating.

As noted above, the nose wheel swivels thrbugh [|5° each way, and this maximum angle of the nose
wheal permits the alrplane to turm while the inside main wheel 1n turning at a radius of about & 1/2
feet. It is important therefore, that the inside maln wheel 'should not be locked by the brake when
making s sharp Turn. .

[MFORTANT: DO NOT ATTEMPT 10 CHANGE TIE ANGLE OF THE NOSE WHEEL UNLESS IT IS ROLLING. I NOT
MAKE A THARP TURN DY LOCKING ORE HAIN WHERL WITH THE BRAXE.

L. Take-0ff

The flap position for take-off will be determined by 8lze and surface condlticn of the field,

gross welght of the alrplans, wind, obstacles to be cleared, and other governing local conditiona.
The 1/2 down positlon 1s the optimum for clearing obstacles, and the 3/l; down positien 1s the optimum
for short ground run. Elevator tabs should be spproximately S degrees tail heavy. The rudder tab
should be approximately 2 degreas to 3 degrees right. Alleron tabs should be approximabely neutral.
Cowl flaps and oll cooler shutters should be full open. At the beglnning of the take-oft run while the
alrrlane 1s rolling along slowly, 1t will be necessary to hold a stralght course by normel use of the
THROTTLE® and rudder. If brakes are used to malntaln a straight run, they should be spplled as gently
as pcsaible, thereby allowing the airplane to geln speed rapldly., The brakes are power-cperated and
are very posltive. As soon as the alrplane has rolled far encugh to insure that the nose whesl 1is
tralling directly to the rear, the pllot should apen the throttle smoothly to [j9" of MANIFOLD PRESSURE,
holding 2600 R.P.M. As scon ma 49" of MANIFOLD PRESSURE i1s reached, the wheel should be held all the
way back, and as the nose wheel 1Ifts off the ground (around 60 M.P,H.) the control whesl should be
eaged forward to neutral. The alrplane wlll then practically fly off by itself, at about 105 M.FP.H.
at normal gross welght, Iin a very comfortable manmer. With higher gross weights, the pllot should not
attempt to take off untll a higher speed 1s attained. As soon as the airplane leasves the ground, the
pilot sheuld hold the nose down to galn spced as rapldly as possible, and move the LANDING GEAR
retracting lever to the UP positlon. If the slze of the field and ocbstecles surrounding 1t provide
sufflclent room, the climb out of the field should be started not below a speed of 150 M.P.H. 1If the
fleld 1s small with obatacles near 1t, the alrplane will clesar. an obstruction in the shovtest dlstance
by climbing at the take-off speed of 105 to 110 M.P.H. The nose should not be pulled up enough to
drop the speed below the take-off speed becauses this will Increasse the distance reguired to clear the
obstacle. After take-off and within rreper bime limitationa the engine power should be reduced from
take-eff power to rated power, or leac, ms desired. Ratcd power is 200 R.P.M., and ZE" of MANIFOLD
}ﬁ%SS?HE. The COWL FLAFS can be CLOSED as long as engine CYLINDER TEMPERATURES do not oxceed desired

ues. The oll temperatures are regulnteéd at the oll cooler and opening the CIL COOLER SHUTTER may

-t reduce the temperatures. The OTL COOLER SHUTTERS should bs opened in flight only to keep the oil
temperatures et desired values.

.. CAUTION: TO REDUCE ENGINE POWER, REDUCE MANTFOLD PRESSURE FIRST AND THEN REIUCK R.P.M. TO
INCREASE ENTINE POWLHR, IWCREASE R.P.M, FIRST AUD THEN INCREASE MANIFOLD PHUSSURE.

9. Englne Fallure at Take-0fr

a. Probably the most serious emergency whilch can arise during take-off 1s rallure of one or
both engines, Action posslble by the pllot In event of faillure of bath engines is very limited, there-
fere, this discussion will be restricted te recommended procedure In event of fallure of ocne englne.

(1) If one engine should fail during the ground run of & take-off, the immediate result
would be that the airplane would swerve. The pilet should Immedistely cut the other engine and use

the brakes as much as possible. Tt will be lmpossible, even with a light load, to continue the take-
of f with one engine,

(2) Sudden fallure of one engine durlng the short interval immediately after leaving the
ground and before reaching the minlmum speed for flying on aingle engine will cause the airplane to
become uncontrollable, and 1t this takes place, the pllot should eut the. other englne and land atratght
shead. It is not practical to state definitely the minimum gpeed for single enpine flying ms this 1is
dotermined to a large extent by the pilot's capabilities, the gross welght of the alrplane, the power
avallable from the remalning engine and the position of the landing pear. Ths average pllot on the
alert and reacting quickly wlll be able to continue take-off with a normal gross welght, the landing
gear in the process of ratracting, I1f the alr apeed at the time of engine failure 1s not less than
approximately 135 M.P.H. The slrplane speed should not be allowed to drop below the minimum of
approximately 135 M.P.H. at any time during flight on one engine.
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(3) The following mctlore, on the part of the pllet, arvang=d In proper sequence, should
enable him bt accompllsah the wcst rossible in event of one englne fallure.

(a) Tmmedintely apply all the rudder posslble Iinkto the runnlng engine and al the
pame time bank the airplane with the running enwine dewn unill a resesonable glraight course can ha

maintalined. |
(b) Retract the landlng gear If 1t 13 not nlready retracted.

(e) Fenther the propeller on the faililng engine, This sction should be A111berate
a8 1t would maturally be dlarstrous Lo make a miatake snid feather the running engline, Alsc, thare is
always a bare possibility that the failling englne may lek up and dbtart running again,

(d) Inecyonae the power of the rmunning engine t¢ the fullest extent possible but de
not greatly exceed rated btakeo-orf man'fold pressure ag this will lesd to Jetonation with a consequent
loss of power. Do not exceed rated menilfold pressure at all if 1t La not N&ECESSary.

(a) Reduce rudder forces, which willl be heavy, by use of the rudder trim tab, thero-
thereby enabling the flight to contlnue con a stralygnt course with the winge nesrly horizontal. Do not
under any circumstances permit the running englne to get mbove the fslling engine while flying at e
slow speed. It 1s suggested that 200 M.P.H. bBe the minimum apeed at which a Lurn 1s made into the feil-
ing engine while at low altitude,

{(r) If the pllot ls uselng %0° wing flap fer take-off, 1t will be necessary Lo ralse
the flaps as soon &8 posslble In oprder to decreasa drag. This will be a difficult operation &t low
altltude snd at slow mspreds. In oxlen tg prevent loss of altltude when the flaps are ralsed, 1t w~ill
be necessary to counteract the loss of 117t by lmmediately pulllng the nose un., 1f conditlcps are
eritical, I.e., low albitude and slow speed, the {lars should Le ralaed 1n several steps or increments
in order to avold large changes In elther apeed ar alt!tude.

() The drag of the airplane may be further reduced, therofore incressing sincle
englne performance, by cleoaing the cowl flop and oll cooler shutter on the englne with the feathered
propeller,

(4) When making a single englne landing 1t should be remembered that the nilrplane cannot
mainteln altituie on one engine with the landing gear extended. The rudder telm tab used for aingle
engine flight should be at least pertislly reduced before landing to prevent high rudder forcss when
the one engline 1s throltled. It should alse be polnted out that fhe pliot ia In serlous difficulty
again 1f he completely overshoots the landing fleld while on ene engine with the landing gear down.
On such a landing, the pflet should under no clreumstances permit the apeed to fall below 139 M.F.H.
until he !s definitely asure of making the landing.

&. Single-Engine Fllght

. & There 1a ample rudder balance tab to trelm oub for operatlian cn one engine st rated powor
“atia climb spaed of 140 M.P.H. In event of fallure of one englne, the jroveller can be fenthered and
the pnglne stopped in approxlmately eight scconds merely Ly moving the fentuering switeh from NORFMAL
to FEATHER. Refer te T. 0. No. QL-1-17.

b. If single englue operation practice ls deslired, the engline shold be stopped !n the fellow-
Ing manner:

(1) Close THRCTTLE tc 1dle pesition.

(2) Move featherlng awlteh from NORMAL to FEATHER,
(3)

(

HMove MIXTURE centrel to IDLE GUT-OFR position,
ﬁ) If proctice is done during coll weather, thd o1l should bde diluted In the same manner
a8 followed when stopping the engino an tLhe cround in cold westher. The COWL FLAFS and 0IL COOLER
SHUTTERS should be CLO3ED durlng the perlod of ineperation.

c. Te start an englne in flight, the Tollowing sequence should be followed:
See thdt 1gnition swlich 1a on.
MNove feuthering switch be I0HHAL pheltion.
Hold MANUAL operating sw!tch in INCRUASE F.F.M. posltion until propeller windmills.
Move MIXTURE ccrtrol to AUTO. RICH roaition.
Hold MANUAL opersting swibch 1n INCFEASE #.P.M. pesltleon until engine 1s turning fast
d up oll pressure and then move to AUTONATIC nosition,
Care sheuld be used in Incressing power output of the engline until 1t %8 warmed up.

enough to b

B T —
o RSN = ¥ T E ]
e i

Te Stells
Stalls from normal flight under sll clean and dirty eondltions, rewer on and prower off, will be

found to be preceded by ample warniryg. In the landing condition, LANDING GEAR DOWR, WING FLAPS IULL
DOWN, COWL FLAPS ALD 0IL COOLER SHUTTERS CLOSED, the stall speed 1s 98 M.P.U. power off and &8 M.P.H.
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power on (at a gross welght of 26,700#).

‘1_\ Landings.

‘<z= A speed of 135 HM.P.H. is a comfortable and safe speed for the epproach to a landing. At this speed
wlth the FLAPS FULL DOWN, LANDINO GEAR DOWN and wilth power off, the alrplane has s rapid rate of descent
but may be emslly leveled off for the landing close to the ground where the speed will decrease rapid-
ly due to the dreg of the flaps and landing gear. If 1t 1s desired to decrease the rate of descent, 3/4
WING FLAP and power may be used durlng the approach. The use of 3/l4 WING FLAP will increase the land-
ing spsed only an 1insignificant amount, If engine power 13 used all the way into the field, 1t should
be remembered that alrplane speed will fall rapldly, immediately after the power 1s cut, It 1s recom-
mended that pllots not familiar with the.airplane try 3/l WING FLAP and some engine power for the approach
on thelr first few landings. The sensation of a power-off approsch 1ls one of diving at the edge of the
field. However, at 135 M.P.H., there is no difficulty 1n leveling off close to the ground. If it 1s
necessary to shorten the approach dlstsnce, In order to prevent over shooting the landing, it is recom-
mended that thls be done by putting the nose down and increasing speed rather than holdlng the nose up
to decrease speed 1n an effort to cause the airplsne to settles. If the landing 18 pasaed up, no diffi-
culty will be expaerienced in circling the fisld again for enother tryat landing provided that full take-
of power 13 used, the LANDING GEAR ralsed and caution used Inraising the WING FLAPS. The actual touch-
ing down for landing, at approximately 105 M.P.H. 18 conventional. The nose whesl may be held up to a
stall landing or may be left low for what would be a wheel landing for an sirplane equipped with a tail
rhesl type landing gesr. The nose wheel should not be permitted to strike the ground first. The nose
vheel should not be slammed down hard after & normal landing by use of the elevators or brakes. As soon
as the landing 1s completed, the WIKG FLAPS should be ralsed and ‘the COWL FLAPS and OIL COCLER SHUTTERS
opened.

9. Forced Landing - Inoperative Kose (ear.

a. Refer to Section IV, paragraph 2. a.

b. An optional type of forced landing 1s described here for the purpose’ of familiarizing the
pilot with experience gained In service. A comparatively safe forced landing may be made with the noss
gear retracted and the mein gear extended under certein elrcumstances. The following conditions existed
during a forced landing of this type 1n which the damege to the airplane was smell as compared to the
damage to the bottom of the fuselage which may have occurred had the lending been made otherwise.

(1) Hard surface runway.
(2)  Airplane was flying with C.d. position of 20% which 1s aft of normal.

(3) The pllot moved members of the crew aft In order to get the most rearward C.G. position
™azible,

(L) The pilot held the nose up as long as possible.
.. (5) If the wing flaps are left up there will be less tendency for the alrplane to go over
" on &He nose.: However, landing with the flaps up will increase the length of the run after the airplane
has landed.

(6) Such & landing on a soft muddy fleld would probably not be sc auccessful due to the
Incressed drag on the maln gear tending to nose the airplane over hard. :

. In the event that nose gear becomes jammed 1n nose gear doors durlng retraction proceed as
fellows:

(1) Place maln landing gear control handle in full up position, .

(2) Reach under pilot's floor, left side, forward end, above tire and locats load and fire
check valve. Depress plunger.

(%) With plunger in depressed posltion, move control valve handle to down position. This
will permlt normal extension of the nose gear.

IMPORTANT: Even 1f the nose gear 1s down ahd not locksd, & safs landing may be
made as the operatlIng cylinder will take &5% of the load under the worst landing condition,
that 1s, 3-point inclined resction.

10. Engine Ratings and Charscteristics.

a. Refer to T. 0. No. 02-100A-1.

\
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PILOTYE ORECK TIST

I | 1

Uodel I'- Fombe rdinent Alrplame = Gediign-. (s1nl-0) mgines
TARE=OFE 3Gk

Check Flight Contrele for e movement

Fuel Quanbtlity Cheok

fusl Pressure - 15-17 lbs rer sg. in.
]

OlL Temperature = fin. LO°0
011l Froegurn - 65-T5 IDn, 1or an. ip, 2
Hy iraulle ! resgilre - TED It 'Télr‘ 59, In. 2 Min, - 950 Ibs, jep 59. in. 2 Max.
Usrburetor Heat Control - 4
flxture Contral - Automabl Leh
Fropeller Control = Low 11 Len Cilgh R.i.M.)

Frepoller ealtelivs (0] on AutonallIe T.0) gal'ely avitches (2) on
Blawir Hatlo = Low

ewl Mlaps - PulT Ouen
Y Sooler ZWUtLer - Mull optn except curlng extreme cold westher.
iy Flaps - [own 209

.ab Controle = As pequired
Maln Generstopr Tallches = mon"

‘wepllat will safety nllet o preps, throttles and prapeller aafety ssltehen during take off.

Lagine Opevating Limits ar 2N ) 1.5,
M I ary Tower (Fax. rar 5 Min.) TET0 2600 L.

Cylinder Head Tempernture
Maximum (- Min.} 260°C. (s00° F.)
Hormal Crulsing 100° - ~gge2, (- o, )
Co-Pllot w11l nolb ralse landing gear untll defMnlte alpnal ie slven by pilotb.

LALLING CHUCE

Hydraulle Vressaurs - 750 1ba. per sq. in. @ Min. ,
Landing Gear - Fxtendol
"Ixture Control” - Kutrmatic Wlch
Fropelisr Contrel T Aulowa €l (filegh F.r.5. )
Fropeller Sarety owltch < o
Tlower Hatleo - Low

vowl Flaps - As Hequired '
Wing Flaps - TOL own

Tab Uentrels = As Fequlired

Bydraulic Fressurs - {50 Tha., per 8g. in. & Mn.

WARNIHGS

1. Cowl Flays muat be ooen fon #ll ground oreration except for warm-up during extrenely cold weather.

2. Troreller vlades must Be in "Low PIECH™ (F3ah H.E.M.) for St cling, Worm-up and Take-.pr,

3. -Nigg F].ﬂ;"ﬂ must net Le lowered al speads abovo 189 M.,

e tlanding Gear susbnol be exlenicd ot apeeds above 175 M.T.H.

5+ Lock Fins of landing gaear are Tmiles! 'noplace by niicators on Inastrurent Panel .,

6. Warnlng Hern scunds when gear Yo extended DUt not lonked,

7. TWaneuvers prohlbited: AlT mcrobabios Lnelvdlng vert {4l vanke, S101 530043, and dives above
placarded maximum I.A.S5.

« Heturn landing goar, flap, oll cooley ani cowl flup conbiecls Lo neutral when not in use, excent
leave 61l cooler and cowl flups In QTEN peeition for take-off and ellnb.

. DO NOT OFERATY TN HIGH FLOWSI IR FLIGHT.

) -3 - : RESTRICTED



RESTRICTED T. 0. No. 01-3%5EA-1

Sy

&

LN

SECTION V
FLYING CHARACTERISTICS
B-26, B-26A & B-26B

Level Flight Speeds at Design Altitude of..... M42250_ ft. with Design Gross Weight of... 26, 3L .

Maximum Speed.. .. 526111 p. h. ﬂLBJ-LOO R, 8 o wnLhUJ-SOb hp. (102.% rated)
High Speed......... e 2R3 mup.hoat 2}400 veaenan B P T iR ALLO b hp. (99-LL% rated)
Operating Speed.. .. .. ... ... 266% . p. h. at L A890  ropom.witho 86Ob hp. (57*!6% rated)
¢ ruising Speed... .. .. ... ... 210 m.p. hoat 1600 . p, m.owith . 615b hp. (oo rated)

Suaranteed at 15,000'

-J-L53 )
k33

At High Speed. .. 953 miles atA..A.J.-..-.Q..E__..mi./g:al. or. 295  hrs. at .. 317 gal/br. (s. L.
At Operaling Speed .. ... 1910 miles at ..,,_2.9_9J4._.111i.,’gn]. m'...'z.e.]-.s,,.,,hrs. at .,.A,]-}.O.....,.gal./hr. (s f.
At Cruising Speed.......... ,.2,1:91-1...,.mﬂes at. 2 °§6 mi./ gal. ord0:91  hrs at. A‘.g-.;.g..-.(l__ga]./hr. (s f.

060N

Practical Range and Endurance with......................gal fuel and......... ERE R 1b. bombs.

At Operating Speed. ... ... omilesat ... omi/galor—.... .. ... hrs.al ... ...gal/hr (s L. c )
At Cruising Speed...... ............milesat. ... mi./gulor. . hirs. af%. . B .o gall/hr. (8 f sl )

Climb Data with Gross Weight of . 26,734 1.

Standard Altitude - f. .. Y 5000 lopooo W1 %000, 204000 25,000 261 200
Climbing Speed m. p. h 152 16}4— 176 188 198 207, .. 209

Engine Speed r.p.m... 2400 2400 " 2000 . 2,400 2,400 . .2,400 . 2,400

17000 1720 Ta,Lso 1,175 575 100 0

Maximum Rate f. ST DTN =TIt et ORI 1o )RR, o B P R & A R

Minimum Time min. 0 2'9 5-9 roor s 9 Lo lé'll 56'0 ...... ERaEE N

TotalPower b, hp.....2000 o830 | 2,680 2,530 2,160 === e

(“eiling: Normal Engine Operation: Service Ceiling........ 25,000 ... ft. Absolute Cei]ingm..génggg, SO i
Take-off and Landing Distances—To Clear 50 ft. Obstacle  at Sea Level (no wind).

Take-off ... 2500& at .. a...__..m.p. h25deg fap. Gr. Wt26 ..T.ﬁ.&.}h. Ground run............. Tt
Land ... .. GMN Moat ..o m. p. b degn flap. Gr. thlh'?lglb Ground run...._.... . 1.

References and Remarks: This airplane may be expected to give approximately the above performance with given
lozd under standard atmospheric conditions. Figures given may vary slightly from figures listed eleewhere in this
Technical Order and other technical publications for this model of airplane.

- 32 - , RESTRICTED



RE3TRICTED T. 0. NO. 01-35EA=-1
SECTION VI
WEIGHT DATA
1. Welght in Pounds. (B-26 and B-264 only)
a. Welght Empty.
b. Basic Useful Load,
(1) Crew Including parachutes. 950
© Pilot ' 200
Co-pllot 200
Radlo Operator 200
Navigator 180
Gunner 170
(2) Oxygen (included in welght empty).
(3) Flexible Guns & Installation. 596.5
Bow; 1-.30 cal. incl. 600 rds. amm. 72.9
Turret; 2-.50 cal. incl. 400 rde. amm. 285.6
Tunnel; 1-.30 cal. Incl. 600 rds. amm. 26.6
Tall; 1-.50 cal. incl. 200 rds. amm, 161.3
(L) Photographic. Specinl overload.
Total Pasic Useful Load. 1547
c. Varlable Load.
(1) Fuel (Normal 65 gals. total, inboard tanks).
L.H. Inboard Tank 360 gal. = 2,160
R.H. Inboard Tank 360 gal. = 2,160
L.H. Outboard Tank 121 gal. = 726
R.H. Outboard Tank 121 gal. = 726
Bomb Bay Tank 500 gal. = 3,000
Bomb Bay Tank & Inst. 0 gal. = ?26
y gala. = »
(2) 011 (Normel 2.3 gala. total).-
‘ L.H. Tank l41.25 gal. = 309.5
R.H. Tank 2 al. = 30
.5 gals. = :
{3) Bombs, including shackles (Normal L-500#) 2,086.
30 - 100# = 3,662
1o - 3004 = L, 727
8 - HOO# = L,172
4 - soo# = |,o22
2 - 1000# = L,23l
(ZA) Torpsdo Director and Wrench. T
# (lt)  Photographle Equipment. 146
Mount. ; 13
# (5) Overload Ammunition.
Turret gun - 400 rds. 120
Total Varlable Load (Normal Gross Welght) (Less #l and #5). 5,200
d. Neormal Gross Load Condition. ¥ 28,706
e. Maximum slternate Load Conditlon. 33,326

(Same ms Normal Loading - except 1,462 gal. fuel and 91 gal. oil)

Revised 5-24-02
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2. Fomb Losd Tables.

Welght Arm Moment
=% Lus. Inches Inch-Lbs/1000
= a. Forward Bay (See figurs &) ‘

2 20004 bombs & shackles j L2zl 2631.2 1105.7
Lg 1000¢ bomhs & shackles Loez 26%.2 1058.
500# bombs % shuclkles 3129 2601 SEG.E.
10 3004 bomba & shackles 2955 262.7 775.3
20 100# btonmbs & shneklaa 2L 263 bhe.1
b. Aft Bay. (Bee figure 9)
2 500# bomba & shackles 1003 367.5 383.3
6 Z00# bomba & shackles 1773 567-2 651.0
10 100# bombs & shackles 1221 366.1 7

-~

Fs Center of Gravity and Cargo Losding Data.

The Model B-26 and B-20A alrplane 1s stable when the center of gravity 1ies between 10% and 2h%
of the Meaun Aerodynemle Chord. Aft of 2UL% MAC the airplane’ 1s controcllable but not positively
stat'le.  All normal and overload combinations of bomba and fuel are within the desired limits of
center of pravity locatlon, wlth the crew at flight statlions or at battle stations.

&a. Light Landing Condition,

When all bombs, ammunitton and fuel have been expended and the landing gear has been ex-
tended the center of gravity will be too far forward forp ease of control in landing. Two members
of the crew should be moved from thelr statlons in the Pilot's or Navigator's compartment to tr.
seats in the deck turret compartment. This will provide a landing center of gravity within the de-
sired range. If 250 gallons or more fuel remaln in the tanks 1t 1s unneceasary to move the crew.

b. Cargo Loadlng Data.

When using the alrplane as a cargo or troop carrier or with a milltary load differing
from one of the typlecal condltlons ahown on the leadlng data tables in thls asectlion, it will be
neceasary to prepare a Loading Schedule. This schedule willl ‘11st the welpght and location of the

tems carried. The Londlng Data Tables Ilnclude the woelpght and moment of the main ltems of removable

\1ght empty and useful load. The location of any items not lilated may be obtained approximately

s scaling the Loading Dlagram, Figure 10, The moment for any amount of fusl In the wing tanks may
be obtained from the Fuel Uanacityand‘nomentﬁraph, flgure 11. After summing up the welght and moment
of all items carrleda on the fllght the approximate center of gravity, in % MAC, may be determined by
usimg the C,"G. Grid, Flgure 12. Refer also to the sample loading schedules.

CARGO LOADING DATA

Sample Loadlng Schedule #1

.~

Welght Arm Moment
Welght Empty 21959 235,08 5166.1
L. G. Retracted He
Basic Useful Load 1547 265.7 Ls7.5
(Ref. Section VI, par. 1. b) .
Bomba & Shaclkles ,
Fwd. Bay 20 - 1004 201 - 26% 6Lh2.1
ATE. Bay 10 - 100# 1221, 366.1 Ll7.0
Fusl 465 gal. 2790 275.4 768,14
011 L2 gal. 317 22l;.3 71,1
20275 2L9. 46 1552.5

Gross welight ’
L.G. Zetracted , 30275 2hg. L6 7552.5

Center of Gravity = 249.46 - 225.86/121.6 = 19.4% mac

Center of Zravity by Intersection of welght and moment on C.G. Grid = 19% MAC.

. med 5-75-2 ' - 3 - ‘ RESTRICTED
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CARGO LOADING DATA

Momerd
Sample Loading Schedule #2 Wolght Arm: In.Lbs. /100D
Welght Empty, L.G. Retracted 21959 235.28 51664
(Ref. Balance Table)
Correctlons to Welght Empty \
Less:
Armor Plate ~553: 2 239.9 =1 i
Deck Turret 3252 uﬁl.s 1Ll
Oxygen - &h.5 2l7. - 20.9
Welght Empty, corrected for
Cargo Flight 20985 231.4 Ligbl. Ly
Variable Load
Crew
Pilot & Co-pilot Loo 97 38.8
Radio-Navigator 200 18l.5 6.9
Carge
Fwd. Bomb Bay 1500 26l 356
Aft Bomb Bay 1500 367 550.5
Navigator's Compartment 800 175 140
Total Welght, Less Fuel & 011 25835 £026.6
Moment for L.G. Extended - 22.%
Total Welght, Less Fisl & 011 25385 236.5% 6000, 3

Center of Gravity =
(236,53 - 225.86 / 121.60 = 8.8% MAC

NOTE: This 1s too far forward, so 1t will be neceasary to shift some of the ‘cargo from Navi-
gator's compartment teo the turret compartment.

Cargo: L OO# moved from
175" to 4so" (Loo) +110

Total Welght Less Fuel & 01l 25345 241,74 6137.6
L.G. Extended
Center of Gravity = 12.4% MAC

Moment for Landing Gear Retracted +22.3%
Total Welght Less Fuel & 011 25385 2L1.78 6137.6
L.G. Retracted
Fuel ’ '
Inboard 2 at 347 gal. esn. 1 hﬁEC 27350 1181.1
Outboard 2 at 120 gal. ea. 152 27&.& Z98.9
011 53 gal, 436 22,3 100.9
Gross Welght 31607 247.35 7818.0

L.G. Retracted

Center of Gravity
247.35 - 225.86/121.60 = 17.7%

Center of Gravity by intersection of welght and moment on C.G, Grid = 18.0% MAC.

Revised 5-25-42 - 35 - RESTRICTED
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LOADING DATA TABLE

~
"o/ ARTABLE LOAD NORMAL MAX RANGE MAX BOMB LOAD
Welght Arm Moment HWelight Arm Moment Welght Arm Moment
Lbs. “‘ Lbs/1000  Lus. T Lbs/1000 Lba. Lbs/1000
boahs & Shackles
L - 5004 Pwd. Bay 2517 26l.1 6uly, 7
17 - 300# TPwd. Bay ’ 2955 2955  267.7 75.8
£ - 3004 Aft. Bay 1773 367. 2 51.0
Fuel at &#/gal. (1465 pala. fuel) (1462 gals. total fuel) (465 gals. fuel)
Iricard Tanks 2790 2754 768, 4320 273.L4  1181.1 2790  275.L 7681
Outboard Tanks 1452 ”? Ay A9%.0
o=t Bay Tank 3000 270.0 810.0
Ermb Pay Tank In- 35 270.0 96.1
stsllation 178 270 &.1
011 st 7.5#/cal. 317 22L.3 71.3 686 22,.3 219 22l.3 L9.1
(2.3 gals. o11) (91. gals. otl) 154.2 {29.2 gals. oll)
Torpedn Director and T 65.2 T ' -5
Wrench
Totsl Variable Load 5200 267.5 1504.2 9802 65.2  2160.2 &0l 283.1 2277.0
Welght Empty & Basle
Useful TLoad -
L. 5. Retracted 23506 5623.9 23506 5623.9 23506 5623.9
Gross Welight, L. o. )
Eetracted 28706 2. 36  701L4.7 33327 2L7.97 #26l,2 31250 251.80 T868.7
Crew at Flight Sta. 15.2% MAC 18.2% MAC 21.3% MAC
Momaent for Crew at - -
Buttle Sta. +60.7 +60.7 +60.7
Gross Welrht, L. G. )
Retracted 28706 2ldy.Lg  7075.4 23327 249.79 232,.9 31250 253.74 7929.4
Crew at Battle Sta. 17.0% MAG 19.7% MAC 22.9% MAC
v Nerload Fuel (9%0 gal. toetal fuel) Specinl Variable
Intoard Tanks 1 % 273.6 375.9 Load (Not included above)
Outboard Tanks E 274. 6 5%3 3 Photographle Instullation 159 sha 87.1
Overlaad Uil 119 224.3 -7  Extra Turret Ammunition
over4oag Gross Welght 31615 26,91 7306.1 (400 ras.) 120 lis6.5 55.9

L. G. Retracted, Crew
at Fllght Sta. 17.3% MAC

Basic Useful Load

Crew at Flight Staas. (950) 198 (188.2)
Pilot 200 97 19.0
Co-pllot 200 a7 19.14
Radlc Operator 200 18l.5 56.a
Navigator fo180 191 3.
Turre: Cunner 150 b1 69.2
Gunners Chute 20 Lhs 9.0
Moment for Crew at !
Buttle Statlon +60.7
Flexible Guns & In- (596.5)(L51.5)  (269.3)
- stallation
Bow; 1-.30 cal., 72.9 29.1 2.1
600 rds. 129.0

Turret; 2-.50 cal., 285.6 Ls51.4 128.2
400 rds.

Turinel; 1-.30 cal., 76.7 Lal.7 7.2
ED0 rds.

Talij 1-.50 eal., 161.3 626, - 101.0
210 rds.

%

¥
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VARTABLE LOAD NORMAL
We lght Arm Momenl
Lbs. Lba/1000
Total Basic Useful 1546, 5 29517 hs7.5 -
Load
Welght Empty L.G., HRetr. 21959 235,28 516640
Moment for L.G.
Extended (-22.3)
Welght Enmpty & Baslc
TseTul Load
L.G. Retracted 23506 239.25 562%5. 9
Removable Equipment Included in
Welght Fmpt
Armor Plate 55?.2 2%9.8 13277
Cxygen Cylinders 8.5 2L7.6 20.9
*« Regulators i
Upper Turret 336.2 .5 &0
Life Raft & Installation 60.5 168 10.1
Communlcation
Equilpment
Command Set 52.1 153.0; 8.0
Llalson Set 225.5 194.1 Lh3.8
Radlo Compass (6.2 150.7 11.5
Center of Gravlity Data:
L.E. MAC From Bal. Datum = 225.36"
Tehgth of MAC ) = 121.6"
Balance in % MAC may be calculasted or
obtained graphically on the Center of
Gravity Grid.
Ly Welght in Pounds (B-26B only),
a. Welght Empty 22,165
b. Baslc Useful Load
(1) Crew Includlng parachutes 950
Pilot , 200
Co-pllot ( 200
Radio Operator ‘ 200
Navigaetor ' 180
Gunner 170
(2) Oxygen (included in welght empty)
(%) Flexible Guna and Installatlion : 1571
Bow; 1-.30 cal. incl. 600 . rds. amm. 72.9
Turret; 2-.30 cal. incl. 40O rds. emm. 252.7
Tunnel; 1-.3%0 cal. lncl. 600 rds. amm. 76.7
Tail; 2-.50 cal. 1Incl. 3000 rds. amm. 113%5.7
re B RESTRICTED
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() Photographlc Speclal Cverlosad.
\ .
e Total Basic Useful Lead ‘ 2521
% Varlable Load.
(1)  Puel (Normal 465 gals. total! tnboard tanks) 2,790.
L.H. Inboard Tank 360 gal. = 2140
R.H. Inboard Tank 360 gal. = 2160
L.H. Oulboard Tank 121 gal. = 2o
R.H. Outtoard Tenk 121 gel. = 726
Bemb Bay Tank (2) 500 gal. = 4000
Bomb Bay Tank and Installatlon gal. = ?Qé
b pala = Y128
(2) 011 (Normal L2.3 gals. total)
L.H. Tank
R.H. Tank
{(3) Bomba Including shackles (liormal I -5004) ’ 2,086
30 - 1004 = 3,662
16 - 300# = L.727
B - 500# = L,172
4 - 1000# = l,022
2 - 2000# = L,23)
(L) Photographlie Equipment . 16
Mount L3
(5) Overload Ammunltion
Turret Gun - 400 rda. 120
(6) Torpedo Director and Wrench 7
N Total Varlable Load (Normal Gross Welght) 5,200
d. Normal Gross Lead Condltlon. 29,886
.8.» - Maximum Alternate Losd Condition. ) z), 507

(Same as Normal Loadlng - except 1062 gal. fuel,
91.l gal. o1l and no bombs)

5. Bomb Lecad Tables (Alternate Load)

- Welght Arm Moment Inch-
Lbs. Inches Lbs/1000
. Forward Bay (See Figure &) o

2-2000# bombs & shackles L23l 261.2 1105.7
-1000# bombs & shackles Lio22 266.2 1058.3
- 5004 bombs & shackles 3129 26l.1 #26.

10= 300# bombs & shackles 2955 262.7 T75.&

20- 100# bombe & shackles Zﬁﬁl g 263.0 6h2.1

b. Aft Bay (See Figurs 9).

2- 500# bombs & shackles 1043 367.5 383.3
6~ 300§ bombs & shackles 1773 563.2 1.0
10- 100# bombs & shackles 1221 366.1 7.0

6. Center of Gravity and Cargo Loading Data.

The Model B-26B mirpiane 1s stable when the center of gravity lies between 10% snd 2L% of the
Mear Aerodynamic Chord. att of 24,% MAC the alrplane 13 controllable but not positively stable.
All normal and overload comblnations of bombs and fuel are wlthin the desired 1limits of center of
gravity location, with the crew at flight stations or at battle stations.

Y
3
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&a. Light Landing Condibion.
Whar all bembs, swmunitfion and fuel liave been expanded and the landing gear hons been ex-

tended, the center of pravity will he too far forward for ease of control in land!ng.  Two members
ef the crew should be muved from thelr statlons in  the Pllot's or Navigator's cumpartment to the
gseats In the deck turret compartment. This will provide a landing center of pgravity within the ue-

alred runge. If 250 gallons or more fusl remain in the tunks, 1t 13 unneceasery bo move the crew.
A : q ¥

b. Cargo Loa:iing Lata,

When using the alrplane ms a cargo or troop carrier or wlth a military loud differin.
from one of the Lypleal condiLions shown on the leadlnug dala tebles In Lhis gection, 1t wlll e
necessary to prepara a Loading Schedule. This schedule will 11st the welght and locallon of the
ftems cerried. The Loading ta Tables Ineclude the welpht ang mrment of the main ltems of removatle
woelght empty and useful lead. The locallon of any itemz not Jisted may be obtalied approximately
by seallng the Loading Dlagram, figure 10. The moment fer wny amount of fuel in the wing tunks may
te obtalned from the Fuel Capacliy sand Moment Graph, figure 11. After summing up the welpght snd
moment of all Ihtems carried on the flight,, the approximate center of gravity, In per cent MAG, way
Le determined by using Lhe C. G. OGrild, flgure 12. Refer also to the sample Loadlng Schedules.

CARGO LOADING DATA

Sample Loading Scheduls #1

Welght Arm Moment

Welghl Empty 22165 236.1 T

L. 0. Retracted ’ 2013 Sl
Basle WTseful Lead 2521 35, al3.1

(Ref. section VI, para. 1 b.) ’ 2.4 s
Hombe & Shackles

Bwd. PBay 20 - 1004 2hlr 263.0 6h2.1

Aft. Bay 10 - 1004 le21 366.1 ly7.0
Puel 65 gal. 2790 275.0 T6A. L
011 L2 gsl. 317 22h.3 T1.1
Gross Welght 31l155 25l.51 #4005, 5

L. G. Retracted )
- Lenter of Gravity = 25).51 - 225.86/121.60 = 23.6% MAC
Center of Gravibty by intersection of welght and momeant on
C. G. 6rid = 23,5% MAC

CARGO LOALINI DATA

Sample Loading Schedule #2

Welight Arm Momont 1n.
lbs. /1000
Waluht Empty, L. G. Ratracted 22165 23%36.13 5253.8
(Ref. Balance Table
Jorrections to Welght Enpty
Legs: . B
Armor Plate ! -584, 3 260. -15%.5
Deck Turret -349.1 hhl.g -1501.1
Oxygen _ - gli.5 a7 - 20.9
Welght Emply, corrected for Cargo Flight 2114%.1 Ligos. 3
Variable Load
Crew
Pllot and Co-pilot ikélo] 97 zg, =
Radlo-Navigator ) 200 18l.5 36,1

Revised S-25-42 - 378 - RESTRICIEL
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savple Loading Schedule #2 (cont'd)

MHoment in.

\\ Walght Arm 1bs. /1000
F%ECarfc
Fuwl. Fomb Bay 1500 26l 396
Art. Pomb Bay i 1500 367 550.5
Navigator's Compartment 200 175 140
T-tal Welght, Less Fuel & 011 25543 237.54 6067.5
Moment for L. G. Extended -22.1
Total Welght, Less Fuel & 011 2553 236.67 60li5.10

Centny of Gravity =
(236.67 - 229.86/121.60 = #.9% MAG.

NOTE: This 1s toe far forward, so 1t will be necessary to shift some of the cargo from Nav-
Igator's compartment to the turrel compartment. . :

Cargo: 00§ moved from 175" to I50" (LOo#) (275") +110

Total Welcht Less Fuel & 011 255); % 2h1.0 6155.1,
L. G. Extended g
Center of Gravity = 12.1,% MAC

Moment for Landing Gear Retracted +22.1
Total Welght Less Fuel & 011 25543 6177.5

L. G. Retracted

Fuel

N  Inboard 2 at %60 gal. ea. L3320 273, 1181.1
Outboard 2 at 121 gal. ea. 152 2741y 398. 1
011 60 gal. 150 22l.3 100.9
Gross Weight 31765 27 7857.9

L. G. Retracted
Center of Gravity 2l7.L - 225.86/121.60 = 17.7% MacC
Center of Gravity by intersection of welght and moment on'C. G. Grid = 18% MAC
LOADING DATA TABLE '

NORMAL MAX RANGE MAX BCMB LOAD
VARIABLE LOAD
HWelght Arm Moment Welght Arm Moment Weight Arm Moment

Bombs & Shackles ) . (
L-5004# Pwd. Bay 2086 26,1 550. 8

10-300# Pwd. Bay 2955 262.7 75.8
6~300# Aft. Bay 1773 367.2 51.0
Fuel at 6f /gal. (465 Gals. Fuel) (1462 Gals. Fuel) (465 Gala. Pusl)
Inboard Tanks 2790 275.l 7681 hﬁzo 273.4  11#1.1 2790 275.4 768.1
Outboard Tanks 152 27L.L 39al
. Bomb Bay Tank 3000 270.0 - 8106.0
Bomt Buy Tank In- 356  270.0 96.1
stallatlon - E
011 at 7.5#/gal. 317 22,3 71.1 686 ~ 22).% 154.2 219 223 L9.1
(4L2.3 gals. 011) (91.); Gals. 011) (29.2 cals. 0i1)
Torpade Director & 7 65.2 5 7 65.2 .5 7 65.2 .5
Wrench ’
I ged 5-25-42 - 37C - RESTRICTED
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NORMAL MAX RANGE MAX BOME LOAD
VARTALLE LOAL .
Wathi Arm  Momenb Welpght Arm Moment Welght Arm Moment

Tetal Varlsble Lond 5200 1790.2 9821 2640, 3 gnn 22h). %
Welehit Bupty & Bagle

Tseful Loud Vo A

L. . Retracted  2L6M6 6076.9 2LAH86 6076.9 2,686 6076.9
Grose Welpht, L.G. 29586 20908 7he7.7 34507 252.62 #717.2 32130 256.61 B321.7

Retr.

Crew at Fli=ht Shua. J9.8% MAC 22.0% MAC ) 25.3% MAC
s E o fur Srow at +61.1 +61.1 +61.1

trle Stu, )

Troga Welehi, L. 6. 29880 SH1.42 0 75258.8  3L507 25,39 8775.3 321150 ShB.LY9 £382.8

Iete.

Crew at Futtle Sta, 2L.4% MAcC 23.5% MAT 26.4% Mmac
Tvarlead ual (7330 iul. Total Fuel) Speclnl Varlsble 159 sh#.ly 87.2

inboard Tunlks 1}7& 273.6 375.9 Load (Net included abcve)

Cutbourd Tanks 1l L f"|.f'3 s e 8 Phorographl: Inatullatlon
wverload 011 11y 221 .3 26.7 Extra Turret Amnunltlon )

(LO0 rda.)120 U56.95 55.9

vopload Gross 22795 SHELTO B320.2

Wei; Lt
L. ifelr., Orew

at FLipht Sha. 2UL8% MAC

Crew at Pkt Sraa. 194 (188.2)
Pilot a7 1.4 Welrht r-iomen’t 7.
Go—pilol a7 19.4 Lbs. Arm  1lbs. /1000
Audio Operstar 18405 9 » )
Navieal r 191 aly.y Armor Plate LA, A £260.9 153. 5
Tuprret Junner L 6. Cxygen Cylin- a5 207 .6 20.9
(hnner'a Chute i 2.0 ders & Regulators
Uppor Rear Tur- 349.1 1.l lSLL.l
ret
Mument for Ciew wl Life Raft & In- 60.5 167.9 10.2
Paltle Statlon (+651.1) stallatlen
Flextble guns & In- 1571} §16.9 (654.9)  Comminteatlon
aballulion Equipment
Bow; 1-.30 ral., - ] 29,1 2.1 Sommand Sel 80.3 152.9 12.
00 rea. ‘ Llalason 8at  276.2 189.7 S2.
Tarret; S-.50 =ul., 2T R .8 129.0 Radle Compasan 82,0 150.73 12.3
WG rde,
Tunrel; [-.5%0 eal., ThLY hedy T T 2
600 raa. :
Tall; 2-.0%0 cal., T1EhRY P Tt
A000 raa.
Tetnl Fasle Vgafil Load 2521 kL ol gl Jenter of Gravity Datas .
Welsibt Fapty L. 4. Relr. Z21ut 40,13 2 i B ~Z.E. MAC ¥rom Bal. Datum = 225.80"
- Length of MAC = 1Z1.60"
Hamen!t 'ar L. G, )
Extonded {(-'2.1) Dalance 1n % MAC may be calculated or
A otlalned graphlcully on the Center of
Welioht Bupty % Basle Gravity Gria.
“relul Lead
L. 5. Fobti.obod Viraeie Ayl 0T 6076.9

Beylged =27 - - 270 = RESTRLCTED



T.0.N(. 01-35EA-1

RESTRICTED

o9e

dgco u.__mn

AWVIDVIA DNIAVOT - ST "DId

3B0M MOMA BIHOMI BNOILYLE F9VIZEN4

foor 5o, Beer%ue  ove Pee $oaz booz devz foez 395 €9 e¢  vis

009 o8 ‘ ]

WNLYD 3ONV V8 WOHd S3IHONI

_wmm , : éﬁﬁ N_xou_ruﬂzlr.ﬁl ,

x
bl
3
J -~
i ﬂ% ¥ :
e i -i
.fl\ s | m
- — — F—
————— BOR A —— s e IR — O~
1] 4 oor o oot o5z o007 o oo o%
> I A ... IS . S

WNLYQ 3ONVIYE WOH4 SIHONI

RESTRICTED

39



TONQ.OI-35 A~

RESTRICTED

i

i)

HilylE

/// il

, ,/////_ | >
,)//// N 5| g
N 1§ 8]l
N SlE

e
i
4%

1

zp:d

)

, 2 &
N fﬂ,/ 3|

7

F1G

7

g /_/M,?/ﬂ ,//,, /W/w/ o S| g

s
7
Z

ICHLBS

5500

m
.W Ve Mr ﬁ imj_uc $anv
1

[

RESTRICTED

-40-



35EA-|

T. 0.NO. Ol
SEGTION VIi

RESTRIGTED

GURVES

19¢91 Y5

(SGMOE SSIT - BNILY)d HOMHY GUVONYLS OWY 'MOY3 "OMAV "S0¥ 009

BT eL) 00V Ll agy

T8 5 T
A i 0 -~ [T _81 w_:;_.i.ulmzajq?df
62 14 s % k=——seroo0t  —

.0009%

0CORE
.

=y 3
S

“SHISINED SNONNLKOD

"MIMLYIM IOH NI

‘ST —~ LH9I1IM SSOHD

HLI
Y3 o%-z 'WOYI OARMY ‘SOM 0OZ HLIA SMND V2 OS-§ MIED HYR & S30N7I0M) i

ndtl 00iz ¥OM INNESIN CIOINVA  SIHOHI
2¢ G307 iOW O  woW HOY3 MMl H3NIL0 WImMOd 13S3d OL ANYSSIDIR 3§ LON QTNOMS

Ll DWISINHS  AGY3ILS 8O3 Ml SWIGIYW LNOHIIM S3INTYA CILW¥HD 3409y SIHOWI £ NWML 3u0m
3WNSS3Wd gHOAMTR  ISYINONI LON 0C
HEIWTIST THE SIML

AFIEIHL TUA MOTE 13Nz ATLOVNE B3IMOJ

QIRIVAGO §) 6 ¥l QILHYHD ILNA QIINDIL SV LIULHHS ¥IMOd
DNYHD CERNTNA O3LYVHD OL O3MveMOD HIHA ‘WSIH 07103 Wi 'mOT FE TUAM SV
Wd¥ ONY ZMMSSTHd TI0JNYR QILHYHD LV SV 3LOM

‘O3MISI0 ISNYW MO 03345 3.0 0L 03y wwr md wwz VA m%mzu
3WNESIEd QVOJINYR L35 L 2 i

— QL R ONY

AMGIGH © 'HIMO4 % “3ANL(1TY '5S34d enal

WOM: O33J56W  Q3ILYOIOM| OKY 3AML Omid OL
AUTOOWY SLM0d HENOWHL SMOWY B071704

L _.§0e/0097
IO HOHY HOW OLNT!
$§-0082-H1'69/0097
ol Ho oLny
TOT T wsme 1
Br/0092 N0
334078 w07 WO OLAY

T

]

|

| mppl Jan@e unl ouak,

Cosi Kz «di % 0g!

(=]

m

-4

o

5

=

»

[ 2

-

=1

| o

o

m

!

-

m ooc.w.ﬁr —i

- | rH3IROTE
L

000T2——
-
Tﬂuo Jamy
oogyz S 383

i

082

;

A

on |
*uwﬂp

59 HDd MvED oL,
_IACHY HIPOIE HOIM=m—

S

A _Mﬂﬁﬂﬂ\h

_ _

—LiHa Y

Tz T o2
Hd'W — SNIOV3H 033dSulv  5,1071d

1YVHO TO4LNOD ONISINYD 9¢-

g8 "1300W

L]

ALISN3Q

- t! -
L4 000" - 300LILY

. g f\
Lr o2

s — IWALYHIARIL

£ a2 1 133MS

RESTRICTED

REVISED 6-30-42

|



RESTRIGTHD T, 0. No. 01-35EA- )

MODEL B-26 CRUISING CONIOL CHART
{Gheet & of % sheata)

fovers glven on chart are percentages of 2 x 1500 BUP, which ls the normal rated power (low blower)
nt alrplane critieal altitude.

5 N indlcaled alrapeeds charted are for the pliot'a Instrurent and Include the callbratlon for pltot

TERT m poslticn error, but not the instroment mechanical errer {which valres for differant ahlps).
Tharefore, in using the chart this instrument correction, as evaluated by laboratory calibration, must
be applied to the values for Indlcated alrspeed shevn before the actual pillot's mirspeed instrument
readlig can be dstermined. '

)

™ DETERMINE BHF REQUIRED FOR ANY DESTRED TRUE AIRSPEED AT ANY GROSS WEIGHT:

knter shart with density altitudle, determined from prassure altitude and temperature, and true sir-
apeni for whieh flight 1s charted. Profect polnt vortically downward to the 27,000 1b. gross welght
line (vmse 1line). Follow line parallel to grossa welght calibration lines to Intersection with llne of
alrplane yross welght. Project intersection peint vertically to charted altitude and read BHF, R.P.M.,
manifoid pressure, and fuel flow by Interpolation.

EXAMPLE: (Not 1llustrated on chart)

Find BHP corresponding to 250 MPH trus alrspeed, 16,000 T't. pressure altltuds at =259 ¢. free
alr temperature, and 33,000 1b. gross welight.

Enrering chart at -25% €. and 16,000 ft. pressure altitude, a density alt!tude of 15,000 ft. 1is
determinad. Follow 15.000 ft. line to Intersection with llne of 250 MPH true alrspeed. This Iinter-
sectlon occurs at 196 MPH pilot's uncorrected indicated alrspeed {To obtaln actual pilot's indlcated
airspeed, apply Instrument correction. If, for example, instrument resds 2 MPH high 1n this range,
the actusl instrument reading would be 198 MPH.) FrojJect this polnt vertlcally along 196 MPH in-
dicated alrspeed line to base line of 27,000 Ibs. gross welght. Follow line parallel to welght
calitraticon lines end locate intersectlcn polnt wilth 33%,000 1lba. 1ine. Project thla polnt vertically
to 15,000 ft. and read 63.5% BHP, 21°% RFM, 26.0 In. Hg. manifold pressure, and a fuel flow of 178
gallans per hour. :

TO DETERMINE AIRSPEED FOR ANY DESIRED POWER AT ANY GKOSS WEIGHT:

Enter chart with denslty altitude, determined from presaurs altltude and temperature, and BHP of
flight. Froject this polnt vertically te alrplane &ross welght line. Follow line parallel to gross
welght calibration lines to Intersection with base 1ine of 27,000 lba. gross welght. Project inter-
section polnt vertlically to charted altitude and read alirapeed. - ’

EXAMPLE: (Illustrated on chart)

Find airspeod corresponding to 60% BHP, 15,000 ft. pressure altitude at -27° €. free air
qurature, and 33,000 lbs. gross welght.
'

Entering chart at -27° ¢. and 195,000 ft. pressure altitude, a density altlitude of 13,500 ft. 1s
determined. Follow 13,500 ft. line to intersection with 607 BHP and project thls peint vertically to
line of 32,000 1bs. gross welght. Follow line parallel to welght callbration lines to Interssction

" with-basd 1ine of 27,000 lbs. gross welght, Project Intersection to 13,500 ft. and read 238 MPH true
airspeed and 192 MPH pllot's uncorrected indicated alrspeed. If, for example, pllot's Instrument reads
2 MPH high in thils range, the actual inatrument reading would be 1%l MPH.

~-L2- RESTRICTED
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MODEL B-Z6 CRUISING CONTROL CHART
{Theet ¥ of ¥ sheeta)

TO DETERMINE AIRSPEED, BHF, E1C., FOR MAXIMUM RANGE AT ANY WEIGHT

Enter chart with density altitude determined from pressure altitude and temperature. At inter-
sectlon of density altituds with Maximum Range line read true and indicated alrspeeds. (Note thet the
alrspeed for maximum range at a given altitude is the same for all grosa welghts). Prolect thls in-
terscctlion point vertleally to the 27,000 1b. grosa welght line (base l1ine). Follow llne parallel
Eo gross welght callbration linea to intersection wlth line of airplane gross welight, Project this
polnt vertically to charted sltitude and read BAP., K, P. M., manifold presaure, and fusel flow by
Interpolation. .

EXAMPLE: (Not 1llustrated on chart)

Flnd alrapeed and BHP, ete., for maximum range at a pressure altltude of 8,000 r't., free
air temperature of 17 degrees C, and an alrplane groas welght of 30,000 1bs.

Enterlng chart at 17 degrees C and 8,000 feet pressure altitude, a derslty altltude of 10,000
feet 1s determinad. Follow 10,000 feet line to Intersectlon with Maximum Range line and read 196 MPH
true slrspeed and 168 MPH pllot's uncorrected Indicated amlrspeed (if, for example, pllot's instrument
reads 3 MPH high 1n this range, the actual instrument reading would be 171 MPH). Project this point
vertically to base line of 27,000 1bs. gross welght. Follow line parallel to welght callbration lines
and locate Intersectlon point with 30,000 lbs. line. Project this peint vertlically to 10,000 feet and
read 5% BHP, 1700 RPM, 24.6 in. Bg. manifold pressure, and a fuel flow of 110 gallons per hour.

CAUTION:

Both BHF and airspeed cannot be read from the same point on the chart except for the case of
27,000 1bs. gross welght.

FOR USE IN FLIGHT:

Set manifold pressure and RPM to charted values as required to give speed or range desired,
Jockey power slightly as required (increass manifeld pressure to increase apeed, decrease HPM to de-
crease RPM to decreamse spesd) until necessary indicated alrspeed is obtalned. Thie establishes power
and fuel flow for neon-standard atmospheric conditions. Do not Increase manlfold pressure more than
3 In. above charted values without raising RPM.

Fuel flows shown 1in gallons per hour are total for 2 engines,

A gross welght approximation scale is shown at the bottom of the chart for determining gross weight
changes during flight due to fuel consumptlion so that revisions can be made to operating conditions.

For use 1n cruislng rlight: Set manifold pressure and R.P.M. to charted values as required to
glve speed or range desired. Determine density altlitude, obtaln true alrapeed in normel manner using
Trep alr temperature, pressure altltude and alrspeed indicator callibration corrected. At charted
M.P. and R.P.M. in hot weather T.A.8. will ba low; In cold, high, when compered to charted values.
Jockey power slightly as requlred (Increase M.P. to lncrease spesd, decresss K.P.M. to decrease speed)
until charted T.A.8. 1s obtalned. This will establish power exactly - DO NOT EXCEED OPERATING LIMITS
FOR CONTINUCUS CRUISING.

For maximum range operatlon, determline the psrcent power and altltude which gives the maximum
miles per gallon (M.P.H. divided by gallons per hour) for the »xisting gross welght of the airplane.
Conslder each hour the effect at weight decrease due to the consumption of fuel and on this basls
revise speed and altltude; revise condltions when bombs are dropped; mlso conslder the effect of winds.

The fuel flows glven below are optimum; therefore, In planning allowarices must be made for
warm-up, take-off, climb, reserve, etc.

FUEL CONSUMPTION

% Power (% 0 + 2 x 1500) - R.P.M. , Gals./hr. (Low Blower)

23 1LAQ 77

10 1590 88
Ls 1590 100

50 1810 ) 111

25 1910 123

0 2125 137

65 2125 159

75 2200 ; 216

ENGINE LIMITATIONS: 3
ke-off - Auto-Riph, Low Blowsr onl 2600 K.P.M., in. M.P. Military Power - Auto Rich - Low
=9k b0 r MR TLER s homy PR T L9 ¥

Ta
Blowsr: ;
High Blower: - 2600 R.P.M., L0.5 in. M.P.

Lo not exceed 32 in. M.P. or 2129 K.P.M. for contlnuous crulsing.
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MODEL B-26 RANGE GHART

Y {STANDARD ATMOSPHERE)
s RANGE - 100 MIL
e | PR S|

4 6 20 ____ZF__24 b 28
=~
4
300 = %gv—%
EMEARY)
- 280 AN
o i
2 . N
m %
» 260 A —
)
w0 7N
ﬁaa&o Iy o
: SN
x TN N
0
T 200 ——1 - - . —
1BO— o V4
160 T T Te -
NORMAL GROSS WT,  OVERLOAD GROSS WT. OVERLOAD .
28,512 LBS. 31,421 LOS, SO e T
FUEL- 465 GALS. FUEL- 930 GALS. FUEL- 1184 GALS.
BOMBS- 2496 LBS. BOMBS- 2496 LBS. BOMBS- 0 LB8S.

THESE CURVES ARE GCOMPUTED FROM CRUISING CONDITIONS OF ALTITUDE,POWER, AND FUEL FLOW
SPECGIFIED ON"MODEL B-26 CRUISING CONTROL CHART FOR ENGINE CRUISING LIMITAHIONS DURING FLIGHT,
SEE ENGINE OPERATING INSTRUCTIONS. NO ALLOWANCES ARE MADE FOR WARM-UP, TAKE-OFF, CLIMB,HEAD
WINDS,OR DESCENT. BOMB LOAD IS CONSIDERED TO BE CARRIED HALF THE DISTANCE OF THE FLIGHT.

USE OF MODEL B-26 RANGE CHART

Ranges shown on chart are for flight at constant true airspeed and varying power.

TO ESTINATE APPROXIMATE RANGE WITH BOMB LOADS SPECIFIED ON CHART, BUT WITH
WITH DIFFERENT FUEL LOAD AND INITIAL GROSS WEIGHT -

?sing curyes for an initinl gross weight equal to or greater than that far the modli f jed
fuel ad, nmlt*pl the claré range at A given nlrsvegg nuﬁ nltitude gy the ratio o{ the }uel
b E. %% hod will give conservative results.

carried to the fuel specifie y the char is me
EXAMPLE:
ti e for flight at t ] d of 240 MPH and 15,000 feet altitude with
bomb Tond ot 2488%bs " and 00 gations of Tiel. cet aliifude miin#

Usin* curves for an i itis£ gross weight of 31 421 Lbs,, which }1 sr ater than that of
t?c cxamp_i since it 4nclugns 330 g?lzgns gr fuel with s bomb load of 2496 Lbs., read a rﬂgge
of 1720 miles at the intersection o 0 MPH and lg,ODO feet. en the epproximete range with
600 gallous will be -

Re0o ga1. = 1720 x H4f - 1110 miles

FOR USE IN FLIGHT -

Set R.P;M. and manifold pressure ﬂslﬂﬁccifiﬂd on_ " Moglel B-26 Cguisins Control Chart'' at
the chosen altitude aqd initipl gross weight to §1vc the indicated airspeed equivalent to the

true airspee s?lcitec from the qnfe Chart. As the fléght progresses and the gross weight de-
creases due to fuel comsumption, delermine new manifold ‘pressures and R.P.M. from the Cruising
Control Chart so that the constant charted airspeed will be maintained.
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RANGE LOAD CURVES B-26A AND B-26B-15,000 FT ALT-%POWER
ED ON I500 BHP PER ENG.

1. Use of B-26A and B-26R llange Losd Curves

8. With a glven amount of fuel and bombs and = power crufaing conditlon:
Locate fuel supply on proper scale at end, run horlzontally to curve neareat esti-
mated prosr welght nnd power, drop vertleally to approximate range. Judgment
ahould be based on bomb load, and range and correlated wlth fartors In connection
with Lthe nature of the tur*get, enemy defenpe and expendibility of the alrplane.

b. The chart Lndicated dlrectly how muéh bomb load can be carried, and how
far at the lond conditlon to be conslderad.

AT

el

EUTINOCATOA

b
h‘l
He NN

Sl ROl LS R M BsRE A (38 k' e H st

~ 45~ | RESTRICTED



TONQ.OI-35EA-1

RESTRIGTED

(]
Ll
L -
o DT oage | B XL B 1 o
FO T | LON [ 5300 Sl TNANOHS| | | o
= ST [T O oL IIw - —
IS SN DS ‘m.mﬁmmm.n_,wuc_ ¥p]
{1y B A0 My Qien 35N , Ll
v 3aed wdozibe Mo ol e 3UoN o
D00} - | 3Ly mEEREE
(IENE B B || ds B
. : -
1 | i il
iR | el | g w1

"B H - Hdl Gelg

__—;ii
-
T
®
&
s

L4l |
_ Ly e ;
” . e e
| liziond _ Hﬁ. | et 'Rl Tl
_ FI-WAS SEieh | | 9 -RaE seiz
=R iEREENRENERE
e méﬁ l% e e T e s Hjo
1 '8 [sdil 'A[H - Wdd g2k |

.
...46...

] i : i
A _
|I|.%5 3 w'[L‘ N : mﬂw . :«!WA.
D | RO nd -

BEEKLRIDIE TN

I — — BULiORHL] T
e | LT TR W ooz

| ] 1
i 460G el e o9 L e D et ILLONHL Tl
R L S O o I I R I R Tl i LI r 'IH|- Wd odvz
H i : ! : H ] - .Nm;mqgl -r IR A
i 7 T N I I B _ ! ! ,
T R o _ TSR S 3 i _— il it # - )
.,n _ _ ﬁ HEH G _awumnm:q, e i e o 7~ S R B R e R o S RS S S S

|
, o
[ , ” m P = 3 ...fOﬁU T i | [~ = “r T
4l| ..,H_I«G .—rp.uulﬂ P W . W i _. .«.ﬂﬂ_&.w.*&..uH U%I&Hﬂ“ wdz.é :;:.... W mnxumvh : _ 1 _ ‘ __ ’ m S e SR ﬁ : " ”
' . 4




RESTRICTED

- 47_

TONCQ.OI-35EA-

RESTRICTED

S 1] ] T
Mot | 1om | el ok (W ieod | i oL el oMy | Skl W
N GEFIEETT, _ T30 DOTIgNI| 10R] 300 S0 N
PEALUSEIE BRIa=t-gae by ! T | THRIRRG TV I
L bt L g T DA e A
40 fope 360 HIMoH BRILFIYsd ! | e 23 ay oan
§ fy OoNvie] cRifweDiDy Il | TEADEY NP HENOG A §2 LY HOR Olny
iy DI oS o $3TIY L B 4 bdo} - Baniuny
| o i s | || & ] 1 dz |
i ! 1 m 1
t g e o ol 00 I S e B S s e ol M 1_
i [1domoq i€ =2 W K@ raa L |
L | HERERE L I B e )
— f ﬁ o ) ﬁ } _ Eu E;ﬁg | m
NN - m
o | h 5 AN ! N 2 | izl | led T2 T
I~ NN LT ehwde ope Y-Wdd gdiel
: N~ N VT T T T T e R T
™~ 5L NEAEETERNEEEE | | L}
Nk Ned [ Nm [\ lg el e b | e ¥ rﬁﬂ# nee
ji N \l L] WdB O0od | 1EFn TSl _ !
il \ I e 21 B
H i . i AY . i : i _ : | i i |
LH _ i b R LY g i | ] & lewysosl | o s
i ! BRE Eollod i 1 [ [ep—jwed seE | o N e
i) ] | IRRRE S ! _
W VT A _ :
- Neml | (Ve [N Vo lakrded T | &g czagon | | Lo ERIR .
i A FTY U 81 Wdy 9072 7 _ Y i
| _ I W B W O B 1 T
5 DI BHEEEEEYEEE! ‘ HERE | i [
B ] r | _ | _ﬂ. } A4S K- 1R L B SR LMz_L..n—,umv.
] ] f | " “ _ _ B EED Canr o ORH- Y
_ # ; | 1 _ , v P
| e | Y | | | T
i | | | 78 =lagl m) t _mn_ — X O 1t t THLLIL O
B | i i | 4 i i [ -WdE POYE TR | BH-W
T IRENN ! O O O s B |
41 L] N ! i
i _ k 3 2G| W UIRITAY U0 igisy =i T
_ m P ! P W | | wWPUPLE ¥ FAPTIAY =03y T i A, i |
0 o R I o 0 i i A i e e L B LS T R R
|
{
g
Ok d



TONO.OI-35EA

RESTRICTED

i T
Q

300N

= i

e g
B
Fsd,‘qp

RESTRICTED

S

_;Jr.-u'nvn =

g
Ligfulies

i
BALBAY
L

31}

=, g2 1 LRE k= 3,
E-edE s = +
R i
” T TP
| e r= =3 6B | 9rien Iy ks
_ : o A T | AU -inidd CHERLL | L CETE WA S A SpiE.
B L i 44 - | AIJr t X | k BT Z 3TC P ;
1 ..wl e atx] e — | b T~ / ; : s e :
I S oo S - 20 0
H k] e ™ eel 1H s 52 4 Si!ﬂﬂ! s e
_ i A e g l..r AL i | o] ..J‘an.j TE=E:1 h
| _ § B . _ i
- A N B M 4 ¥

- 48-

S2ig

L=
4
w4
e |
NERE
-3
ol

y ;T; i

R
= e
th
P
£
=
ndi? 5

P

y s

g
o

1l .“.Aw.n_uxm

-
i R S U (L]
it

i 24
i q-dd pdrg (1

}
L
|
1]
|
Nl
|
A
e
ﬂl

T A

EOTE




T.ONO.O! -35EA-|

RESTRICTED

RESTRICTED

_49_

TR R T e e i e _ SR R Y " i i N I
EL A douad]  Avh vk Anshinu RN 303 kol g Sﬁ Motludod 304 | | _ ubot gl AR B iaiel N
T A LT EN0] Sk gadadily Sl |dod v [NAohs | daddSRIY RIVDIGN] | ! ESES G NEESEE L
FLT Y TR AN T | CEIEVHD | ERBESSISREE P\ G IS %5\11 H LW 1T (SFLUEL )Y [ i alea wt
s St D A e L BRI L s HopE - HoRHaRG— o G M ST R S PG it
TEnn) AT RERON SiteE AteaSan | g3go 39 o) Haed audasrgo ol : AT K HAMOA LBy, MOS v |odnd 3n)
B I0NLTTY |QRA0PYHD D140 E030Tpd Nyl SOMYIRG Rl aknD ] 23y . , |'Shorzw| o [2EaH L SA Y [T oLy FmnE
h CNON T3l g31ayH) o) 05 of 937 | | EFA GO FEgniNay [ {3
i osZ [T | ] ioge| e opl| 1 | oF ] g gl [T gz HEZ
SHIE | BE3 i _ B i _ , 1ol . .o
=i §S)191-y ¢ m i e ERERENS % | e | | | 53| | kiAW IR E
B m =110, i f R - el Doad ] ol ET-wdE g9
R 11 O T &S LU :
2 R | | T
Jl.!ll ey - : g
: NI = &% = s || o
— i N €71 W Ok | | | [ 1-WRSE YH
: N L ] TTEErSS U
el U 19 Sk bez | e 2 | Laoadl ] ope 37
, : | O3] GOg3 (= 1| [|9LL H -
C il T B SERE
- — ,
1]»} : d | : . i u ; 1. ”. __u
£H h 88 o [ \s2 3 il o | [ ”,gﬁ“nﬂ oG 1)) oo
) b i B T PR TR R m ZAH NS
B N i i -
. b i z2 2 Jh ; o
= W\ || s e &mﬁ_n_m ; v EgiSts; el
N Wil ‘ Y -wdR 0023 | BH |t
WA ! W BIAGT | m
_ L . .
i ii | _ j }
L od §.f |pa o & 2 e | &g INLLOEHL
] | 91 -HdB 0Cp2 _ | TH -t A
T T “ =W : _
BALINI ERENEEN S 1 o
Lo o | e fez L Be 1 e b Lt el i
| i R -WHdH Doy |1 BH| ~ e
B i | i FE7R0H [OFEV &
B ] m gﬁ I
i TR I |5 I Ba Y ORIV IION] CE, 3T T
S ¥ ;4; T | #DOOSE LA j\s,.a,Oi( ! _ R
I 0 e - 2 B 2 B
1
{
’
Y # :



“A-|

;) =

TONO.OI- 34

RESTRICTED

RESTRICTED

...50_.

N ST R M : A, ﬁ _ i
| #30-Tore lovew | Hrabews o d=En]
4 JONTINI TON €360 SHL jNeows i
USRI ;= g nas HAFSWHT UL 130T :sﬂl
S BN SR 3 —
A0k of N0k NwEn lognwiagn ) | ]
W HIMO 45! 1Y MM fuiy 360 1 S 10N
- 3paany 3 O O I
| 8 T , g
EERREE e
B 40 B R R P . A
| |93 -WA¥ Ge0d| hEwnae 5212
Fd LOF SN Lo
| H _ i L = e giea, |
< i
| dvpe | | | st | dae i ]
HREIRE R =2l Il | 8y -MadTsEig
e HEEEEDESNN RN
O O S
QR GER | | 7L LOut ML
RRED | [ [BH NI SRR ]
F R NS I
e o Lt N O G Y O D
|| rem; B LOw | T e
,ﬂ i ! | "8/H -HdN SR |
SEARL T T T T |
P _ _ il
L3 1] Logaed o
| o L edatrany aheh HIIT
| i _P'H Wd¥ 003 L=
,mm..wﬁﬁvwn | : i ﬁ R
HENEN ]
e e e ST
srgte | 3Niaomy hnd
{ ! | dH dHddobgz | ||
T RS T T
: i ] T 1
50 N s e e o VRSN NN 1 O SO
+— : 371 toBHE ng
| | | EH-HNdA obvE 1+
WaCHN T
LiII).J.IW.X\li_I (N NS P ;L, 4 ‘
- . # ey
...... S RN F T FEN i |




133§ — ADNVAS I 440-3ny]

RESTRICGTED

=

ocee ooRy ooty Qo0p oo%g ooag cog oo¥g oocR oo%t ol oo8 €1l WNOd WD
- e \ X
T dsmprs W ey
e e e et e I e s S et B i et B
=] = Al\.\ /\....\ \\/;.\\.\ = < ,\\. \\ & T
/1 : [+ [aW]
o=, = // RN /////h// // // /% QNve|  ORSZ 0 TNYLSIO 430-DYL 0L NAOC Ear“rwmh_a
/./ a/// // f// // . // N HoW G 30 ONIA OL S3INIT SNIJOTS MOTI04 *3iT
A - YOI 1434 LT3M08d ONY (WVS
/r///a///r //;/ // / N /,//,, / N .A ﬁm.m : mm_ﬂaﬁ_vwﬂwoﬂm% %_wz: BNIOTS HOT104
] ™~ i R N ] " %09 0L N&OG ATIVOIL
////,// //// Sy // / , /// // /A POs, Py -Mﬁﬁﬂﬁdﬂr& aacﬁﬂk S »ﬂ JE?
== P~ r//f = i A % 000t JONLILTY JUNSSIud 0,0~ “dhdl IV T3ud
P e~ — =
[~ - SN N 9, ~3UNLYY3dWIL
SN SN S S N Ny T i, S v &
) L
= A LA LA /[ A alutadid s
o W \\_ / \\ ! \\ \ \mﬂv\ A \_\ ] o _
5 | 3
o yd / \ / w\ / f\ - \W\ v\\ D < \_\\\ s
: V. ADARNAD QVINR PSS9 1.1
- i gt L
e \ el 0 Ly P4 Cig
- A <l _ L] AT aVaVd
L (@) L.@ A ,m_ / W/ 1 \ | ; : \.W\U ;
LT S e e
] _ 2 > _
T L A T T S
ST LT T s oo,
=) e ‘ ! _ L
__u.._ 23 "SNIDNS 40 NOLLIGNGO “8i011d NIIMI3E SIONREHA 10 LNNGOOY OUNI BivL 10N 00 ONY S3ITIVA WHILO NO O3SV 3uY SLMWHD 3S3HL - 310N a
m FIOVLSB0 1004 09 HYFTD OL ZONVLSIO 440-DIVL 40 %52 ATLLVHIXOMY S| ONNGHD IAVE] QL VLS| 4402 %
ﬂ cQE—SdV1d —370vLSE0 1004 05 ¥V3ITO Ol 3IONVLISIA J440-3MvL 892-8°v92-8 ‘92-8 40 LHVHD S
\ w
& | &
.._ -
; W” . =



RESTRICTED TONO.OI-35EA-

A S S Vo N i Lol
. =% J = | P | i . ”J,.: B [ _.%_. ! J} ﬁ—{}
e bog! - ! f-26 v-6| pu Y S 1 O I O 2 u]
.147* i : e i = et E L O
1 ‘ BRSNS __LJ_:_;
i i ‘ ; I8 - L ’, .]‘. {1
,,,,,, "ﬁi‘ 4‘..._..;L__ A _.!. b
: T,_L;y_wla,‘,,gﬁ Ll
pel : fed |_§ | H
e
T . Lfatl |
Ll g db )
BHEsE
B <|7J—---|‘. s
el
_] Ll
urrfﬂm

R ;
];-&u s WEIGHT

s e N UM PRI

Tha V-G arpam fs an envelopes curve showlng the 121t load factars and maxi-
mum permlissible indleated alrapsedl for a plven type of alrplane.

Dlarecarding the linee radtatine fror the 17 and ths zero mlles per hour peint
on the dlagram, the soltd Tines represcnt the voloelty and acceleratlion 1lmlts when
the alrplane i{s loaded ta a design proca welght ot 23,012 pounds.  Under thls load-

~ inz condition the alrplanes should not exered an Inilcated alrspesd of 345 Y.P.H,
mnder any econdltlons. The maximam applied load factors thet should not be exceeded
ara represanted by the two horlzontal lives at +3.07 and -2.0 load factars. The
curvad lines repreaent the maxlqam lsad factore wttalnable at the respective indi-
cated alrspeede. 1t !s not possible to execced the acceleration values shown on the

- 7*7 c¢urvad lines.

The dotted lines reppcezert Yae game (ldpht pestrli-Sions for the maxirum alter-
nate gross welpht of 51,[!21 pounda, a2 te the Inersase in load the limtt applied
load factors have been preduced to +2.77 ant -1.67, and the restricied alrapesd is
reduced to 32l M.P.H. Indleated.

The eirplane iz deslgnad toewlthstand the lesds lmposed upon It by any combina-
tion of slrapeed and acceleration that falis within the llmits of these dlagrams.

Tt should te remambered that at biph spceds and heavy loads 1% {3 especlally
easy to exceed the overload acseluratlon of 2.573.

The llnes radiating from the 17 wl the zero miles per hour point on the dia-
sram indleate the vertical georlaratlons wileh will be lmpnsed on the airplanes,
at various alrplane speeds, shouwli 1 sncoanter s sharp edged gust of 30 [t. per.
gec. vertical veloelty. The scild llnes show, for upward and for downward gusts,
the mccelerations impesed or the al-plane when Lt i8 loaded to normal gross welght
(28,512 pournda}; the out:r iushed lines Indloaté these nceslerations for a 1light
pross welpht of 21,100 pounin; the {nnep dasted lines show accelerations for an
overload kross weight of 31,421 pounds. t may ba pointed out that the efflect of
a glven -ust, as repards the aecrelerations {mposed on the alrplane, raduces wlth
an inerease Iln alrplnne gross wel-ho.  Heoww », the actual stresses Impoesed on the
winge during: all acecleratliona vary with l2nd distrlbution; a luel load in the wing
tending teoward peduced stresses; a fuel or bomb load in the bomb bay tending toward
incressed ctresnes. E

Maneuver and gust accelarations are additive, A gust aecceleratlon encountered
during a man~uver will cause stresses Inthe alrplene structure proportionate to the
sum of the maneuaver und gus!l acceleration.
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