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FUEL WEIGHT VARIATIONS

P-4 AVERAGE

| 6.5 POUNDS PER | |
| GALLON STANDARD |
DAY TEMPE_IIATU__RE_? 1

6.4}

1 rueLseeciFicaTion— T TS
| .. ALLOWABLE TOLERANCE

6.2

k4
(v}
-l
-
<
=
w
a
r4
=~ |
o
a

I
>
=
w
=
e
(=1
v
&
o
[
a
Wy

ol { : | e I i ! f 1 i
-60 -40 -20 0 20 40 60

FUEL TEMPERATURE—°"FAHRENHEIT

RFG-7024
Figure 7-1
Note 2. As soon as cruise altitude is reached, wing tank
. and/or external tanks - NORMAL.,

With the IFR probe or receptacle extended, all
fuselage transfer pumps cannot be energized Note
except when the fuel level in cell number 2 de- @ If fuselage fuel has been partially depleted in
creases to approximately 850 pounds. fuel cells 1, 4 and 5, it can be replenished by

placing the fuselage transfer switch to GRAV.

@ External tanks may be fed individually to as-

During wing or external transfer without the fuselage . S . .
g & & sure a positive indication of fuel transfer,

transfer pumps operating, wing or external fuel is
directed to cell 2 if the cell is not full or to cells 1,
3, 4 and 5 if cell 2 is full. When the transfer pumps
are operating wing and external fuel is directed to
cell 2 only. The following fuel transfer sequence is
recommended to keep the c.g. at an intermediate po-
sition between the limits.

@ Fuel from the wing tanks may be transferred
before fuel from the external tanks has been
transferred, depending on mission require-
ments.

3. Before landing, external tank transfer switches -

STOP
Note
CAUTION
To insure transfer pump operation, place the st _"_'_ 9—_ A.
fuselage transfer switch to ALL PUMPS when- ® Do not position the external tank transfer
ever the feed lank low level warning light il- switches to STOP until the Before Landing
luminates, check. With the external tank switches in
the STOP position, the external tanks
Use the following procedures for fuel system manage- could collapse during rapid descent due to
ment, insufficient venting of the tanks.
1. During taxi, take-off, and climb, fuselage trans- @ Position the wing tank selector to NORM if
fer switches - NORMAL, external and wing tank a rapid fuel loss is noted or if fuel is seen
transfer switches - STOP streaming from the aircraft.
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FUEL CELL MONITORING

It is recommended that the fuel quantity gage tank se-
lector knob be utilized with the fuel guanlity gage
for the following fuel cell monitoring sequence:

1. During take-off - On Cell No, 2
2. Alfter take-off and as soon as Military thrust or
less is used - Check all tanks for proper feed-
ing.
3. Throughout flight - ON TOTAL
a. During all afterburncr operations (except
take-off}, monitor total fuel and frequently
cross check cell No. 2.
b. If wing and/or external fuel has been con-
sumed, monitor TOTAL and periodically
(once every fifteen minutes) check all tanks
for proper feeding.

Correct fuel monitoring will lead to an early detec-
tion of fuselage transfer pump failure,

Note

® Monitor fuselage cell number 2 whenever the
total fuel quantity drops below 3000 pounds.

@® In the event that fuel does not transfer, place
the fuselage transier switch to GRAVITY. &

FUEL WEIGHT VARIATIONS

Variations belween quantity and weight of JP-4 are

a source of considerable difficulty in accurate de-
termination af airplane performance. The primary
purpose of the fuel quantity data table (figure 1-8) is
to list the individual fuel cell quantities in gallons.
Since the airplanes are equipped with fuel gages thal
measure fuel load in terms of pounds, the standard
pound per gallon equivalent of 6.5 (standard tempera-
ture) is also quoted. Production specifications allow
a specific density variation of 6.2 to 6.7 pounds per
gallon, or, a maximum of one-half pound per gallon.
It can readily be seen that the total fuel weight can
vary as much as 1575 pounds, depending on specific
density alone. Added to the specific density variation
is the effect of temperature, For each change in tem-
perature of one degree Fahrenheit, the fuel density
varies inversely by .055 percent. With the additional
variations of weight caused hy temperature, a wide
range of fuel weights for a constant quantity, can be
realized. For example, if the number 1 fuel cell
were filled with JP-4 manufactured at the low end ol
the specific density scale (6.2 pounds per gallon),
and the fuel temperature was at 105 degrees, the fuel
quantity gage would read 4652 pounds, The same cell
would indicate 5268 pounds if filled with JI'-4 manu-
factured at the high end of the specilic density scale
(6.7 pounds per gallon) and was at 15 degrees. While
it is not expected that a clinical study of the fuel den-
sity be made prior to each flight, it should be remem-
bered that the engine fuel control schedules fuel in
pounds, not gallons. Or, engine performance is based
on heating value, per pounds, of fuel. Figure 7-1

-4

illustrates the extremes of the mean, minimum
and maximum fuel weights in relation to changes in
temperature,

WHEEL BRAKE OPERATION

The brakes are conventionally operated by toe action
on the rudder pedals. This action meters utility hy-
draulic pressure to force the brake disks together.
Since the brake valves are spring-loaded metering
type valves, hydraulic pressurc cannot be felt at the
pedals. The resulting characteristics is a soft, full
travel brake pedal with slightly increasing pedal force
as the brake valve holdback spring is compressed.
This characteristic is conducive to inadvertently
"riding” the brakes during taxi operation and locking
the wheels during landing roll with the anti-skid sys-
tem inoperative or while utilizing the emergency
brake system. Obviously, the soft pedal character-
istic should be cautiously considered during the above
mentioned phases of operation. Additional techniques
that should be used to minimize brake wear are full
utilization of nose gear steering while taxiing and
maximum aerodynamic braking during the landing
roll. For all conditions, normal and emergency, the
most desirable braking technique is a single, smooth
application of the brakes with a constantly increasing
pedal pressure (to just below the skid point) as the
airplane decelerates. In the event of anti-skid sys-
tem eyeling, indicating maximum braking, the pedal
force should be reduced.

Note

Cyeling of the anti-skid system can be detected
by the change in longitudinal deceleration as
the braking action is released and reapplied by
the anti-skid control valve,

i CAUTION 1§

Do not pump the brakes at any time, since

this action will reduce the amount of constant
pressure available at the brakes and will tend
to store heat energy within the brake assembly.

If it is suspected that the brakes have been used ex-
cessively, and are in a heated condition, the airplane
should not be taxied into a crowded parking area.
Peak lemperatures occur in the wheel brake assembly
from 5 to 15 minutes after maximum braking and is
further transierred to the tire. To prevent brake

fire and possible tire explosion, the specified pro-
cedures for cooling brakes should be followed. Tt is
recommended that a minimum of 15 minutes elapse
between landings where the landing gear remains ex-
tended in the slip stream, and a minimum of 30 min-
utes between landings where the landing gear has been
retracted to allow sufficient time for cooling between
brake applications. Additional time should be allowed
for cooling if brakes are usedfor steering, crosswind
taxiing operation, or a series of landings.



RUNWAY OVERRUN BARRIERS

MA-TA BARRIER

The MA-1A overrun barrier is a web-cable barrier
which consists of two across-runway cables, a series
of nylon straps, and two sets of heavy link chains,
When in the “'ready" position the “iripping' cable is
suspended approximately three feet above the runway
and the larger “'stopping'' cable lies on the runway.
Extending between, and connected to the cables are the
nylon straps. Heavy link chains. which are attached
to the "stopping'’ cable, provide the reguired force to
slop the airplane. See figure 7-2.

MODIFIED MA-1A BARRIER

The modified MA-1A barrier is an MA-1A web-cable
barrier with an additional across-runway cable, The
additional across-runway cable is positioned 20 feet in
front of the web-cable barrier and is supported ap-
proximately 3 inches above the runway surface. The
additional across-runway cable and the larger "stop-
ping" cable of the web-cable barrier are attached to
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neavy link chains which supply the required forces to
stop the airplane. See figure 7-2.

BAK-6 OR BAK-9 BARRIER

The BAK-6 ar BAK-9 barrier consists of an across-
runway cable plus an energy cxchanging installation.
The BAK-6 barrier utilizes a water squeezer installa
tion, and the BAK-9 barrier utilizes a friction-cnergy
exchanger, The across-runway cable is supported
approximately three inches above the runway. Reler
to figure 7-2,

BAK-12 PORTABLE BARRIER

The BAEK-12 portable harrier gear is an air-trans-
portable barrier, The BAK-12 consists of an across
the runway cable and two energy absorbers, It has
an energy-absorbing capaeity of 65 million ft/1b,
which 15 equivalent to arresting a 40,000 pounds air-
craft at 190 knots, Results of tests on the BAK-12
barrier are reported in AFFTC TRD 63-34, The
BAK-12 operates the same as the BAK-9, except the
energy obsorbers for the BAK-12 are at each side of
the runway.

RUNWAY OVERRUN BARRIERS

Figure 7-2
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M21 ARRESTING SYSTEM

The M-21 arresting system is a portable arresting
gear that is easily installed, simple to operate, and
capable of rapid retraction. The M-21 is a rapid
cycle gear that involves twin arrest units, one on
each side of the runway. Each unit contains a hori-
zontal drum of nylon tape with a connector at the
free end. The connectors are joined by a length of
steel arresting cable, which is stretched across the
runway and held in a raised position by spring type
wire supports, The tail hook of the aircraft will en-
gage this cable and pull it along. This tends to un-
wind the tapes from the drums. The arresting action
retards the rotary motion of the drum, eventually
stopping the unwinding process and thereby arresting
the aircraft.

Arrestment by the M-21 gear depends upon the ability
of the braking unit to gradually stop the unwinding
tape. The main braking unit is an energy-absorber,
located directly beneath the tape drum, which can
bring the aireraft to a stop within the operational
limit of 650 feet. The nylon tape itself is 11 inches
wide. Included in the unit is a throttle which is set
before each arrestment. Aircrafl weight determines
the throttle setting which conltrols the energy-
absorbing capabilities. Power for retraction is
supplied by the diesel retraction engine and trans-
mitted through a drive shaft assembly to the energy
absorber which rewinds the tapes. The retracting
system has its own control panel, mounted behind
the retraction engine.

BARRIER ENGAGEMENTS

To insure a positive engagement and a safe arrest-
ment, barrier engagements should be made perpen-
dicular to, and in the center of the barrier, Brakes
should be released just prior to engagement. After
engagement braling may be resumed to maintain di-
rectional control and to aid in stopping the airplanes.
Although off-center barrier engagements produce un-
desirable effects, in time of emergency, a barrier
engagement should be attempted regardless of air-
plane speed, gross weight, or position on the runway.
The following barrier engagements have been suc-
cessfully flight tested:

BAK-6
160 knots 34, 000 pounds 15 feet off-center
115 knols 34,000 pounds 75 feet off-center
145 knots 45, 000 pounds 15 feet off-center
140 knots 52, 000 pounds 15 feet off-center

Flight tests of the Modified MA-1A barrier were ter-
minated at 90 knots, 34, 000 pounds at 50 feet off-
center, The MA-1A and Modified MA-1A barriers
are limited by the length of chain available. Airplane
damage can be expected from chain whipping action
after all of the chain available has been utilized.

T7-6

MA-1A Barrier Engagement

Engagement of the MA-1A web—cable barrier is ac-
complished when the nose gear of the airplane
strikes the "tripping' cable. As the airplane con-
tinues forward, the nylon straps lift the "stopping"”
cable to a position suitable for main landing gear
engagement, The barrier engagement is then com-
plete when the '"stopping'" cable engages the main
landing gear. Deceleration begins when the heavy
link chains are pulled onto the runway. A positive
barrier engagement can be detected by slight fore
and aft "tugs" produced by the chain. The ex-
ternal fuel tanks should be jettisoned prior to en-
gagement, 1f the external tanks arc retained, the
"stopping” cable may be slapped back ta the run-
way surface, and the main landing gear tires may
roll over it.

WARNING

If the external tanks are retained, the stop-
ping cable may be snapped over the top of -
the tank(s) and slide toward the rear of the
aircraft, possibly rupturing or severing the
tank to aircraft fuel and pressurization con-
nections. Should the tanks contain fuel, the
possibility of fuel spillage exisls following
such an engagement. If this occurs, fire
could result and cause serious injury to per-
sonnel and damage the aircraft,

Meodified MA-1A Barrier Engagement

The tail hook (if installed) should be lowered well
in advance of barrier engagement, Engagement of
the additional across-runway cable is accomplished
by the tail hook, and deceleration begins when the
chains are pulled onto the runway. Where a
remote control capability from the tower to the
web-cable (MA-1A) barrier exists, the web-cable
barrier should be lowered if preparing for a tail
hook arrestment. If the additional across-runway
cable is engaged by the tail hook, and the main
landing gear engages the web-cable barrier, the
tail hook will be unloaded. In this case only, the
web-cable barrier will supply stopping forces.
External loads do not have to be jettisoned if a
tail hook barrier engagement is anticipated.

BAK-6, BAK-9, or BAK-12 Barrier Engagement

The MA-1A web-cable barrier will be available for
airplanes that are not equipped with tail hooks. En-
gagement of the across-runway cable of the BAK-6,
BAK-9, or BAK-12 barrier is accomplished by the
tail hook. The BAK-6, BAK-9 or BAK-12 barrier
will normally be located in front of the web-cable
(MA-1A) barrier. If the tail hook engages the
across-runway cable of the BAK-68, BAK-9, or
BAK-12 barrier and the main landing gear engages
the web-cable (MA-1A) barrier, both barriers will
supply stopping forces. External tanks do not have
to be jettisoned if a tail hook barrier engagement
is anticipated. Engagement of the BAK-6, BAK-9,
or BAK-12 across-runway cable may not be felt;
however, a smooth deceleration will be noticed
almost immediately.
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F/RF-101 MAXIMUM BARRIER ENGAGEMENT GRO

Group A limit speeds are based on a design hook strength of 67, 000 pounds.
Group B limit speeds are based on a yield hook strength of 77, 000 pounds.
The respective aircraft "G" loads for each weight and speed are given beside the BAK-12 listings.

GROUP A GROUP B
AIRCRAFT (LIMIT SPEED IN KNOTS) (LIMIT SPEED IN KNOTS)
WEIGHT BAK-9 BAK-12  BAK-13** BAK-9* BAK-12  BAK-13%*
30, 000 181 173 (2.23) 148 188 184 (2. 57) 159
32, 000 179 171 (2. 10) 147 186 182 (2. 40) 158
34, 000 177 170 (1. 97) 146 184 181 (2.26) 157
36, 000 175 168 (1. 86) 145 182 179 (2. 14) 156
38, 000 173 166 (1.76) 143 180 177 (2.02) 154
40, 000 171 165 (1.67) 141 177 178 (1.93) 152
42, 000 167 161 (1. 60) 139 173 172 (1., 83) 150
44, 000 163 157 (1.52) 137 169 168 (1.75) 148
46, 000 159 153 (1.45 135 165 164 (1. 67) 147
48, 000 155 149 (1. 40) 134 161 160 (1. 60) 146
50, 000 151 145 (1. 34) 133 158 157 (1. 54) 145
52, 000 148 141 (1. 29) 132 155 153 (1. 48) 144

M-21: For aircraft weights up to 44, 000 pounds, maximum engaging speed for long field landings is 90 knots
with dry tape, 75 knots with wet tape, at a throttle setting of B-1/2. For aircraft weights in the range
of 44,100 to 51, 000 pounds, maximum engaging speed for aborted take-offs is 85 knots with dry tape,

70 knots with wet tape, at a throttle setting of 10.
BAK-6: For an aircraft weight of 30, 000 pounds, the maximum engagement speed is 160 knots; for a weight of
50, 000 pounds, the limit speed is 146 knots.
*The limiting factor for these speeds was the BAK-9 barrier. For the other BAK-9 and BAK-12 speeds
the limiting factor for calculating limit speeds was the aireraft tailhook.
**The BAK~-13 limit speeds are preliminary information obtained from ASNMH-10 letter, 17 October
1968.

The limitations contained herein on barrier engagements are based on the design limits of the barrier system
and/or the aircraft tailhook yield strength. These provide a maximum at which successiul engagement can be
expected. If conditions demand engagement in excess of these limits, it is recommended that such an engage-
ment be attempted. The safety factors designed into the tailhook and barrier system provide a reasonable
probability of a successful engagement, providing the tailhook and the barrier have not been previously damaged
or weakened.

An entry in Form 781 is required if a barrier arrestment is made. This entry should state the airspeed, gross
weight at time of arrestment, and the type of barrier engaged.

7-7/(7-8 blank)
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secTion I
CREW DUTIES

Not Applicable

8-1/(8-2 blank)






TABLE OF CONTENTS

Instrument Flight Procedures, P
Ice and Rain . . . c o« o+« . .« . 9-B
Turbulence and Thundemmrmh i 9-7

Hot Weather and Desert Pr ot‘ed-urps

TO 1F-101(R)G-1

secTioN | X

ALL WEATHER OPERATION

Night Flying . .
Cold Weather Operatmn F

E.DQIDCD
oo =3 =1

Except for some repetition necessary for emphasis or continuity of
thought, this section contains only those procedures which differ from
or are in addition to, the normal procedures presented in section IL.
See section IV for discussion of the operations of various systems,

INSTRUMENT FLIGHT PROCEDURES

Within the limits specified in the following para-
graphs, this airplane handles well during all phases
of instrument flight. Like all fighters, it requires
the pilot to pay constant attention to his flight in-
struments, Ordinary instrument techniques must be
modified somewhat because of the airplane's rapid
acceleration, lateral control sensitivily and buffet
regions, These modifications do not restrict the air-
plane's operational effectiveness, nor do they present
any particular control difficulties to the pilot. Several
navigational aids are furnished which facilitate in-
strument flight. These aids include UHF direction-
finding, TACAN, and a navigation computer, IFF
with the selective identification feature (SIF) is in-
stalled to facilitate positive identification of the air-
plane by ground radar stations during radar penetra-
tions and radar approaches. An autopilot relieves
pilot fatigue on long flights and frees him for in-flight
planning.

Note

The F-101 is a Category E aircraft for ap-
proach purposes,

BEFORE ENTERING AIRPLANE

On instrument flights, delays in departure and de-
scent and a low rate climb to altitude are often re-
quired by heavy traffic. These faciors make fuel
consumption and flight endurance eritical and demand
that all instrument flights be carefully planned. Con-
sult Appendix I for flight planning information, Pay
particular attention to the traffic procedures, found
in the Flight Information Publications for the destina-
lion and allernate,

BEFORE INSTRUMENT TAKE-OFF

After aligning the airplane with the centerline of the
runway, sct the heading indicator and adjust the atti-

tude indicator sa that the miniature airplane is two
bar widths (4°) below the horizon line.

INSTRUMENT TAKE-OFF

Instrument take-offs can be made with military or
maximum thrust, Maximum thrust take-offs involve
rapid initial changes of attitude and steep pitchangles,
and also increase the possibilily of accelerating past
the gear and flap down Limit speeds. If preflight
planning shows that a maximum thrust take-off is re-
quired, turn off the alterburners as sooun as the air-
plane is definitely airborne. Use of maximum thrust,
however, considerably shortens the take-off roll.

MILITARY THRUST TAKE-OFF

Recheck all instrumentis and release brakes,

Maintain directional control with nose gear steering
until the rudder becomes effective.
The rudder will become effective at approximately
70 knots, Do not use the brakes to maintain head-
ing. Doing so will lengthen the take-off run, reduce
acceleration, and increase the possibility ol blow-
ing out a lire,

At 150 knots, smoothly increase back pressure (o
reach an indication of 5% (first short bar above the
horizon bar) on the attitude indicator,

The airplane will [ly off al take-oll speed.
Hold a +6® attitude indication and wait until the
altimeter and vertical velocity indicator show i
definite climb before retracting the gear, Thefirst
momentary indications of thege instruments are
downward,

Landing gear handle - UP when definitely airborne,

9-1
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Smocthly increase the indicated pitch attitude to +10°
(first long bar above the horizon bar),

At 200 knots, wing flap lever - RETRACT

WARNING

Do not raise the flaps at airspeeds below 200
knots. The airplane may settle back onto the
runway and/or all lateral control could be lost,

Cross check the vertical velocitly indicator to make
certain that the rate of climb is increasing steadily.

Continue climb straight ahead., Make no turns before
reaching 250 knots [AS. Limit low altitude maneuver-
ing to 30° maximum bank angle and 350 knots maxi-
mum [AS.

MAXIMUM THRUST TAKE-OFF
Recheck all instruments and release brakes,

Maintain directional control with nose gear steering
until the rudder becomes effective,
The rudder will become effeclive al approximately
70 knots, Do not use the brakes to maintain head-
mg, Doing so will lengthen the take-off run. reduce
acceleration, and increase the possibility of blow-
ing out a tire,

At 150 knots smoothly increase back pressure to
reach an indication of +5° (first horizontal bar abuve
the horizon bar) on the atlitude indicator,

The airplane will fly off at take-ofi speed.

As soon as definitely airborne, increase the pitch
attitude to +10°. The airplane will {ly off at take-off
speed,
Hold a +10° attitude indication and wait until the
altimeter and vertical veloeity indicator show a
definite climb before retracting the gear. The first
momentary indications of these instruments are
downward,

Landing gear handle - UP when definitely airborne.

Flap lever - RETRACT

WARNING

Do not raise the flaps at airspeeds bhelow 200
knots. The airplane may setile back onto the
runway and’or all lateral control could be lost.

Turn off the alterburners at 230 to 250 knots depend-
ing on gross weight,

Note

Changes in attitude and trim caused by turn-
ing off the afterburners are slight,

9-2

Raise flaps immediately afler gear is fully retracted.

Cross check the vertical velocity indicator to make
certain that the rate of climb is increasing steadily.

Continue c¢limbing straight ahead, Make no turns be-
fore reaching 250 knots IAS, Limit low altitude ma-

neuvering to 30° maxinum bank angle and 350 knots

maxinmum IAS,

INSTRUMENT CLIMB

The optimum VFR Military thrust climb schedule is
suitable for instrument flight, However, the sleep
attitude and high rates of climb require thinking well
ahead of the airplane, Maintain approximately +10°
to +12° indicated pitch attitude until intercepting the
climb schedule between 6000 to 10,000 feet altitude.
As soon as the climb schedule is intercepted the Mach
indicator becomes the primary pitch control instru-
ment for the remainder of the climb, This technique
will consume about the same amount of fuel as would
be consumed if the climb schedule were intercepted
immediately after take-off. Maintain the recom-
mended airspeeds, If the airspeed falls below the
proper schedule, a light buffet may occur at high
altitude and high gross weights rendering instrument
control more difficult, If airspeed increases as much
as .05 Mach above the proper schedule, extreme
pitch angles will be needed to return it to normal.
Maximum thrust climbs may be made safeily on in-
struments, but they are uncomfortable because the
steep pitch angles make detection and correction of
minor attitude changes difficult, It is therefore ad-
visable to utilize Military thrust for long climbs
under instrument conditions,

INSTRUMENT CRUISING FLIGHT
Level Flight

After leveling off from the climb, establish cruising
airspeed and retrim the airplane for level flight, Use
the thrust settings for recommended optimum cruise
schedule. Precise lateral trimming and equalized
thrusts are essential due to the sensitive lateral con-
trol. When the airplane is in level flight at cruising
airspeed, readjusl the horizontal bar on the attitude
indicator to indicate level flight attitude. The air-
plane has excellent handling characteristics through-
out its normal speed range if properly trimmed and
flown by reference to the attitude flight instruments,
With heavy gross weights at altitudes above 35,000
feet, a slight buffet may occur but creates no control
problem, At airspeeds below cruise schedule, buffet
al heavy gross weights may be disturbing. The auto-
pilot greatly simplifies the pilot's task and enables
him to read his navigational charts without the re-
sponsibility of airplane control., For long cruises
use the autopilot as much as possible,

Turns

A constant 30° angle of bank may be used for all
wrns except where rate turns are desired or re-
quired. At high gross weights, a buffet may be en-
countered during turns at high altitudes, but it
creates no control problem as long as the recom-
mended cruise schedule airspeed is maintained.
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WITH VFR APPROACH

|. For single engine penelraticn use 85% rpm, speed
brokes oper, 300 X145,

2. For utility nydroulic system failure, use idle power
on both engines, 300 KIAS,

EXCEPT FOR FINAL APPROACH,
SPEED BRAKES ARE THE PRIMARY
CONTROL FOR REDUCING AIRSPEED.

- Q.-—-EL stk "'.ﬂm ol o |
- ST | st
I

Figure 9-1
9-3
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84-86% RPM

GEAR DOWN

FLAPS EXTEND
&

DURING SINGLE ENGINE OPERATION DO NOT LOWER
LANDING GEaR UNTIL ON FINAL APFROACH AND DO
NOT LOWER FLAPS UNTIL LANDING 15 ASSURED. WITH
OME EMGINE INOPERATIVE AND GEAR AND FLAPS
DOWM, THE AIRCRAFT CANMNOT MAINTAIN ALTITUDE
AT ANY APPROACH AIRSPEED WITHOUT AFTERBURNER.

Steep Turns

Any angle of bank exceeding 30° is considered a

steep turn., The airplane is easily controlled on in-

struments in banks up to 60°, however a high air-
speed is desirable when the angle of bank exceeds
45°,

Note

The attitude indicator will precess slightly
during turns, Precession grows progres-
sively worse as the bank is steepened and
the airspeed increased. It may take the al-
titude indicator several minutes to precess
back to a level position after rolling out of
a steep turn, Constant cross-checking will
be required during these periods,

HOLDING

Holding patterns should be flown at 300 knots, 30% of

bank are recommended.

Altilude RPM TAS Fuel Flow

20,000 83-85"0 300 4500 lbs/hr
30,000 - B5-87"% 300 4200 1bs/hr
40,000 91-93% 300 5300 lbs/hr

9-4

iy

DOWNWIND
250 KNOTS I1AS
o == 8 82% RPM

ALL TU'INS 30° BANK
FUEL-APPROXIMATELY 1000 POUNDS
TIME-APPROXIMATELY 10 MINUTES

RFG-503

Figure 9-2

Whenever possible, fly haolding patterns between
20,000 and 30,000 feet. Formations can be main-
tained readily at these altitudes and airplane control
is easy and positive, Holding at 40,000 feet provides
no advantage in fuel consumption to compensate for
the control difficulty and buffet present at that alti-
tude, To descend when holding, lower the nose and
maintain the holding pattern airspeed by extending
the speed brakes. Lead the desired level-off attitude
by about 1000 feet, first retracting the speed brakes
and then adjusting thrust as necessary.

INSTRUMENT APPROACHES

The airplane is equipped to make TACAN, ILS, ADF
and radar approaches. When flown with recommended
thrust setlings. response to throttle movement is
rapid and airspeed control is good at all times. Lower"
the flaps (except when one engine is inoperative) on
base leg and stabilize the final approach airspeed be-
fore intercepting the glide path, Sece figures 9-2 and
9.3,

MISSED APPROACH OR GO-ARQUND
As soon as it is determined that a go-around is nec-

essary. apply thrust as necessary to establish proper
rate of climb. Raise the gear as scon as climb has
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DURIMG SIMGLE EMGIME QOPERATION DO NOT LOWIR
LANDING GEAR UNTIL ON FINAL APPROACH AND DO
NOT LOWER FLAPS UNTIL LANDING 15 ASSURED. WITH
OME ENGIMNE INOPERATIVE AND GEAR AMD FLAPS
DOWN, THE AIRCRAFT CANNOT MaIMNTAIN aLTITUDE
AT ANY APPROACH AIRSPEED WITHOUT AFTERBURMER.

" REG-309

Figure 9-3

been established, and raise the flaps at 200 knots.
Climb to the missed approach altitude at an airspeed
of 250-300 knots, reducing thrust to establish aclimb
of about 2000 feet per minute,

Note
Alter a climb has been established the Mil-
itary thrust setting must be reduced without
delay so that the airplane does not overshoot
the missed approach altitude. The required
thrust setting will vary, depending on the air-
plane's gross weight and height of the local
missed approach altitude, Under average
conditions, however (when the climb is 1500
feet or less), a reduclion to 85% rpm will
permil the airplane to climb at 250 knots at
a rate which is not excessive.

Make no turns below 250 knots and limit bank angles
to 30°, Missed approaches can be made from any
point before the landing flare, at gross weights up to
normal take-off weight, if the recommended approach
speed, as shown on the appropriate diagram, is [ol-
lowed,

'SINGLE ENGINE INSTRUMENT APPROACH

In addition to the techniques noted under Instrument
Approaches, follow the single engine landing proce-

dures in section ITI and observe the following pre-
cautions:

® Make no large thrust reductions at any time.

® Never reduce thrust below 85% RPM.

® Prevent high rates of descent, Make all neces-
sary corrections immediately.

® Maintain recommended airspeeds. Correct any
loss of airspeed immediately with Military
thrust,

@ Do not lower landing gear until wings are level on
final approach. :

WARNING

Do not lower the flaps until just prior to flare-
out and landing is assured. With one engine
inoperative and the gear and flaps down, the
airplane cannot maintain altitude without af-
terburner,

SINGLE ENGINE MISSED APPROACH OR GO-
AROUND

On a single engine approach, make the decision to
go-around early. Apply Military thrust and level off

‘95
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momentarily, maintaining at least 200 knots, Raise
the gear as soon as descent has stopped. Allow the
airspeed to build-up to 250-300 knots. Use aiter-
burner only if necessary and turn it off as soon as

possible in order to conserve fuel. A single engine
missed approach can be made without afterburner at
any time before the landing flare is begun, at gross
weights up to normal take-off weight,

ICE AND RAIN

The possibility of engine and/or airframe icing is al-
ways present when the airplane is operating under in-
strument conditions. Icing is most likely tooccur
when take-offs must be made into low clouds with
temperatures at or near freezing, Normal flight ap-
erations are carried on above the series icing levels,
and the airplane's high performance capabilities will
usually enable the pilot to move out of dangerous
areas quickly. When an icing condition is encountered,
immediate action should be taken to avoid further ac-
cumulation by changing altitude and/or course and in-
creasing the rate of climb or airspeed. Ice accretion
can bestbe observed on the wing leading edges in-
board of the stall fences, Wing icing changes the
shape of the airfoil and destroys lift causing stall
speeds to increase, therefore, careful airspeed
control is required. Inlet duct icing can be antici-
pated when critical gquantities of ice ¢an be seen ac-
cumulating on the airframe, Ifa 1/2 to 3/4 inch
layer of ice gathers on the intake duct lips, or on
areas within the ductls, large pieces of it can be
drawn into the engine, If this happens, compressor
stall will occur and the engine will probably {lame-
out. The compressor may be damaged; however,
there is little chance thal the engine will be totally
disabled, Tce ingestion and subsequent flame-out can
be expected within 4 to 10 minutes after entering an
area of heavy icing. Areas of icing enroute should
be avoided, but since such areas cannot always be
predicted, the following rules of thumb may be used,
If the outside air temperature when flying in visible
moisture is between 0° and 5°C (32° to 41°F), main-
tain an airspeed of at least 300 knols to lessen the
possibility of inlet icing. Icing may be expected in
visible moisture anylime the air temperature is be-
tween -10°C and +5°C (14° to 41°F), Ice.cannot be
evaded while flying an approach pattern and a flame-
out at approach altitude is critical. If a GCA must
be flown under these conditions, request a minimum
fuel (short) pattern. In order to prevent flame-outs
and engine damage due to ice ingestion, do nol clear
lo a destination where ice accumulation at low ap-
proach altitude is forecast and avoid flight in condi-
tions conducive to the rapid build-up of ice. When
lce accumulation is experienced, take immediate
corrective action by changing course and/or altitude
and increasing airspeed.

Note

Ice accumulation can best be observed on the
wing leading edges inboard of the stall fences;
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however, ice formation may be more rapid on
the thinner inlet duct lips.

If possible, dissipate ice accumulations before de-
scending to low altitudes. This will prevent flame-
outs due to ice ingestion at critical altitudes,

FLAME-OUTS DUE TO ICE INGESTION

Note

A flame-out caused by ice ingestion is rec-
ognized by a series of light rapid compressor
stalls followed by a drop in rpm and exhaust
temperature.

If flame-out due to ice ingestion occurs, and loss of
altitude is not eritical, perform a normal air start,
If loss of altitude is critical when the flame-out oc-
curs, perform the following:

a. As soon as rpm begins falling, move the throttle
on the affected engine to IDLE and the remaining
throttle to OPEN.

b. Depress the ignition button immediately,

c. If the engine rpm falls below 40%, move the
throttle to CLS'D and perform a normal air start,

After the air start has been accomplished, maintain
on the affected engine the lowest possible rpm neces-
sary to make a safe landing.

After ice ingestion has been experienced,
make a notation on Form 781 to inspect the
engine for damage.

LANDING IN THE RAIN

The windshield anti-icing and blower system will
provide a clear left side panel and windshield in
medium rain conditions,

| CAUTION

See rain clearing system operating speeds,
section V.,
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TURBULENCE AND THUNDERSTORMS

Intentional flight through thunderstorms is not rec-
ommended. This type of flight may resuli in struc-
tural damage to the airplane, Heavy rain or hail may
erode the radome, the tip of the vertical stabilizer,
and other plastic parts. Heavy turbulence can be
penetrated safely at all normal cruise speeds if the
yaw damper is operating. However, penetration will
be easier at 300 to 350 knots. The following factors,
singly or in combination, have caused engine flame-
outs:

Penetration of cumulus build-ups with associated
high ligquid content,

Engine inlet duct icing.

Turbulence associated with penetration can result
in angles of attack of plus nine degrees or more
causing marginal engine performance.

Above 40,000 feet, the surge margin of the engine
is reduced and there is poor air distribution across
the face of the compressor,

CAUTION |

® Flight through moderate or heavy turbulence
is not recommended when the yaw damper is
inoperative,

. Flight through turbulence may increase inlet
distortion, At higher altitudes this distortion
can result in engine surge and possible flame-
out, However,K normal air starts may be ac-
complished,

APPROACHING THE STORM

RECOMMENDED PENETRATION AIRSPEED

Prepare the airplane before entering turbulent air,
Adjust thrust as necessary to obtain a safe penetra-
tion airspeed of 300-350 knots,

Note

Autopilot operation is not recommended.

NIGHT FLYING

See instrument take-off this section.

COLD WEATHER OPERATION

BEFORE ENTERING AIRPLANE

Check that all snow, frost, or ice is removed from
the wings, fuselage, and tail before flight is at-
tempted. Do nol permit the ground crew to chip or
scrape away ice, This may damage the airplane
surface,

WARNING

Failure to remove snow, [rostor ice can
lead to serious consequences when flight is
attempted, At best, take-off distance and
climb performance will be adversely af-
fected, and loss of lift and stalls will result,
Insure that water from melted ice is re-
moved.

STARTING ENGINES

Start the engines in the normal manner; however,
exercise caution when ambient temperature is 0°C
(32°F) or lower, as the engine rotor may be ice-
locked by frozen condensation, If any indication of a
locked rotor, or unusual noise, or low engine speed
is noted, discontinue the start., Hot air blownthrough
the engine will free the rotor if icing is present.

) CAUTION |

During start, if the engine is not free to
rotate, immedialely move the engine starlt
swilch to STOP-START and have external
heat applied to the forward section of the
engine, The engine should be started as
goon as possible after heating to prevent
moisture from refreezing,
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WARM-UP AND GROUND CHECK

Note

If a start is made with an engine which has
cooled to a temperature of -35°C (-317F),
the engine must be allowed to warm up at
idle for two minutes before running athigher
speeds,

Turn on the cockpit air conditioning and windshield
and canopy deirosling systems immediately after
engine start, Check canopy and windshield for eracks,
paying particular attention to the areas around the
mounting serews, Operate all flight controls suf-
ficiently to assure that speed ol operation of control
surfaces is adequate,

WARNING

In cold weather, make sure all instruments
have warmed up sufficiently to insure normal
operation. Check for sluggish instruments
during taxiing,

TAXIING

Avoid laxiing in deep snow as braking, steering and
directional control is extremely difficult to maintain.
Increase the space between airplanes while taxiing to
at least 300 feet to insure a safe stopping distance
and prevent icing of the aircraft surfaces, If possible,
minimize taxi distance to reduce the amount of ice
fog generated by the engines. Check with ground per-
sonnel to be sure that wheels are actually turning, as
brakes may be frozen. Taxi slowly to minimize the
amount of slush thrown into the flaps.

TAKE-OFF

Start the take-off run at 70% rpm. After the airplane
is rolling and properly aligned with the runway, ad-
vance the throttles to QPEN,

Note
Afterburner operation is not recommended.
Very rapid acceleration makes take-off dif-
ficult and does not allow sufficient time for
the landing gear to retract before the gear
down limit speed is reached.

AFTER TAKE-OFF

After take-off from a wet snow or slush-covered
field, operate the brakes several times to expel wet
snow or slush, Cycle the gear several times so that
it does not freeze in the retracted position. Except
congiderably slower landing gear operation in cold
weather because the lubricants are stiffer.

} CAUTION ¢

In cold weather operation the increased
thrust makes acceleration to gear limit
speeds even more critical. Do not exceed
250 knots until gear and flaps are fully re-
tracted. The nose gear may not retract,
and gear doors may be damaged, at higher
airspeeds.

CLIMB

Climb performance at lower altitudes will be im-
proved during cold weather operation. Follow the
recommended ¢limb speeds given in Appendix 1,

APPROACH

Make a normal pattern and landing. Pump the brake
pedals several times to free any accumulated ice.

HOT WEATHER AND

DESERT PROCEDURES

In general, hot weather procedures do not differ
from normal procedures, except that precautions
must be observed to protect the airplane from dam-
age due to high temperatures and blowing sand,
Particular care should be taken to prevent sand
from entering the various airplane components and
systems,

ON ENTERING AIRPLANE

Do not permit foreign objects to come in contact with
the canopy, since it is possible to damage the plexi-
glas in extremely hot weather,

STARTING ENGINES

Normal starting procedures are used in hot weather,
Temperatures will probably be on the high side of
pperating ranges. Engine ground operation should be
kept to a minimum.

9-8

TAKE-OFF

Note

Whenever possible, avoid taking off in air
contaminated with blowing sand.

Take-off distances are greatly increased by high tem-
peratures. See Appendix I, Take-Off Distances at
various temperatures,

LANDING

Hot weather operation requires the pilel to be more
cautious of gusts and wind shifts near the ground.
Landing ground rolls are only slightly longer than
those which oceur with normal temperatures. Refer
to Appendix 1.
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BEFORE LEAVING AIRPLANE

~ Check that protective covers are immediately in-
stalled on pitot head, canopy, and intake and exhaust
ducts to prevent contamination of dust or sand, The
canopy should be left open if the location is not sub-
ject to blowing sand or dust.

9-9/(9-10 blank)
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Flight performance data in chart form is provided
the pilot. These charts are based on flight test and
estimated data, Two types of charts are provided:

(1) Profile-type charts for maximum range, endur-
ance, and maximum continuous thrust operations,
and (2) Graphical charts for take-off, climb, nautical
miles per pound of fuel, descents and landing. Pro-
file-type charts integrate much of the information
provided in the graphical chart for ease in flight
planning computations. These charts are based on the
recommended climb-cruise performance shown in
the specific airplane configuration. Direct interpre-
tation of fuel and time required for any given dis-
tance, while flying the recommended schedules, is
available using the profile presentation. The graphi-
cal charts should be used when other than the recom-
mended schedules are maintained. The fuel used and
subsequent decrease in gross weight is computed in
the presentation. Graphical charts should be utilized
where more accurate interpretations for flight plan-
ning is required. The complete operating speed range
for the airplane is given on these charts. All data,
profile and graphic charts, are based on ICAO stan-
dard day conditions. In some instances temperature
corrections for nonstandard atmosphere have been
included. These corrections are based on maintain-
ing the recommended Mach number or indicated air-
speed ([AS). Performance charts are based on data
obtained using J57-P-13 engines.

Note

The Mach numbers quoted throughout this
appendix are True Mach numbers unless other-
wise indicated,

DRAG INDEX S5YSTEM

The drag index chart (figure Al-1) presents, in tab-
ular form, the drag number for each externally car-
ried store and its associated suspension equipment.
The drag index for a specific load configuration is
found by multiplying the quantity of the stores to be
carried by their individual drag numbers and adding
these computed drags together. This drag index may
then be used to enter the flight planning data charts.
The drag index on the flight planning data charts will

INTRODUCTION |

be noted in one of three ways., Charts marked '"Drag
Index, All Configurations”, may be entered without
taking drag into account, Charts marked '"Drag In-
dex, Individually Note, 0-60" must be entered with
the computed drag index, Charts marked '"Limited
Configurations, Drag Index'"X"" must also be entered
with the computer drag index; however, since these
charts are plotted for a specific drag index, enter
that chart whose drag index is closest to the com-
puted drag index.

AIRSPEED CONVERSION

An airspeed conversion chart (figure Al-2) is pro-
vided to correct calibrated airspeed (CAS) to true
airspeed (TAS), and true Mach number (M),

AIRSPEED INSTALLATION ERROR CORRECTION

This chart (figure Al-3) is provided to obtain cali-
brated airspeed (CAS) from indicated airspeed (LAS)
and true Mach number from indicated Mach number.
Two airplane configurations are given. After com-
pliance with T.O. 1F-101-1197 (AIMS) there is

no airspeed installation error correction reguired.

Indicated Airspeed

Indicated airspeed (IAS) is read directly from the air-
speed indicator.

| Calibrated Airspeed

Calibrated airspeed (CAS) is indicated airspeed cor-
rected for position error, To obtain calibrated air-
speed, add correction shown in figure A1-3, to indi-
cated airspeed.

Equivalent Airspeed

Equivalent airspeed (EAS) is calibrated airspeed cor-
rected for compressibility effect. Toobtain equivalent
airspeed, subtract correction shown in figure Al-5
from calibrated airspeed.

True Airspeed

True airspeed (TAS) is equivalent airspeed corrected
for atmospheric density. Refer to Airspeed Conver-
sion, figure Al-2,

USE

For purpose of explaining the use of the Airspeed In-
stallation Error Correction chart, consider the air-
plane flying at an indicated airspeed (IAS) of 150
knots, flaps extended and gear down, Read up the 150
knots line to where it intersects the correction curve
and from this point draw a straight line to the left
margin of the chart to find the correction factor,
which is -1 knot. Therefore the CAS is 149 knots.

Al-1
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SAMPLE AIRSPEED INSTALLATION ERAOR CORRECTION I

CORRECTION NNOTS 1AS (TO BE ADDED)

INDICATED AIRIPEED

F5100

MACH NUMBER CORRECTION

Since most speeds in this section are quoted in terms
of true Mach number, a direct reading correction
chart is provided (figure Al-4) to obtain true Mach
number from indicated Mach number or vice versa.
MACH NUMBER CORRECTION, after compliance
with T.0. 1F-101-1197 (AIMS), is also provided.

Al-2

USE

For Mach number correction, consider the airplane
flying at an indicated Mach number of 1,1 Mach, flaps
and gear up. Read up to 1,1 (indicated Mach number)
line to where it intersects the correction curve, and
from this point draw a straight line to the left margin
of the chart to {ind the true Mach number of 1,13
Mach,

SAMPLE PROBLEM

A, Indicated Airspeed 150 Knots
B, Reflector Line

C. Correction -1,0 Knot
D, Calibrated Airspeed (A + C) 149 Knots

COMPRESSIBILITY CORRECTION

Calibrated airspeed (CAS) may be corrected for com-
pressibility by using the chart presented-in figure
Al-5. Subtract correction from calibrated airspeed
to obtain equivalent airspeed (EAS)

ALTIMETER INSTALLATION ERROR CORRECTION

This chart (figure Al1-6) is provided to give altimeter
error corrections for given Mach numbers atvarious
altitudes. A sample problem isincluded on this chart,

ENGINE THRUST CHECK CURVE (PRESSURE RATIO)

This chart ({igure Al-f) is provided to give maximum
and minimum acceptable limits of engine pressure
ratio for the existing ambient temperature. Separate
plots for right and left engine are included.
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pal

STATION LOADING

STORE WEIGHT
POUNDS

Figure Al-1

1 ﬂﬂﬂq
: EMPTY - 240.5
F-84 450 GALLON TANK 8.5 @ ® FULL - 3165.5
EMPTY — 206.5
450 GALLON TANK 10.5 ° . FULL = 3131.5
Note
@ THE DRAG INDEX FOR THE CLEAN AIRPLANE IS ZERO.
@ STORE DRAG x QUANTITY OF STORES TO BE CARRIED = DRAG INDEX.
RFG—p1D8

Al-3
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AIRSPEED CONVERSION
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AIRSPEED INSTALLATION ERROR CORRECTION

AIRPLANE CONFIGURATION
RF-101G OR RF-101H : ALL CONFIGURATIONS
FLAPS EXTENDED. GEAR DOWN

REMARKS
ENGINE(5]:(21 5713

ICAD STANDARD DAY 7("\

GUIDE

TO 1F-101(R)G-1

DATE. 1 MOVEMBER 1938

FUEL GRADE: JP.4

DATA BASIS: FLIGHT TEST INDICATED AIRSPEED-KNOTS FUEL DENSITY: 6.5 LB/ GAL
120 130 140 150 160 170 180 1%0 200 210 230 230 240 750 260
10 L 1 1 l | 1 1 | 1 1 1 L 1 10
MOTE. THERE IS TERO AIRSFEED POSITION
ERRCR CORRECTION FOR GROUND
ROLL DURING ACCELERATION.
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Figure Al1-3
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MACH NUMBER CORRECTION

AIRPLANE CONFIGURATION GUIDE
RF-101G OR RF-101H : ALL CONFIGURATIONS
FLAPS RETRACTED, GEAR UP
REMARKS
ENGINE(S)(2)/57-P-13
ICAOQ STAMDARD DAY

DATE: | MOVEMBER 1958 FUEL GRADE: JP-4
DATA BASIS: FLIGHT TEST INDICATED MACH NUMBER FUEL DENSITY: 6.5 LE/GAL
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AIRPLANE CONFIGURATION

RF-101G OR RF-101H : ALL CONFIGURATIONS
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COMPRESSIBILITY CORRECTION
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SUBTRACT CORRECTION FROM CALIBRATED AIRSPEED TO OBTAIN EQUIVALENT AIRSPEED
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Figure Al-5
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ALTIMETER INSTALLATION ERROR CORRECTION

L AIRPLANE CONFIGURATION
RF -104G OR RF-101H. WITHOUT EXTERNAL TANKS

GUIDE

REMARKS
EMGIME|5): () J57-P-13
ICAD STANDARD DAY

DATE, | FEB 1871
DATA BASIS, FLIGHT TEST
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\‘,r ENTER GRAPH AT INDICATED MACH NUMBER. PROCEED YERTICALLY TO INTERSECTION OF INDICATED A=% 2 INDICATED MACH NUMBER
ALTITUDE. READ CORRECTION FACTOR ON VERTICAL 5CALE, ADDING THIS FACTOR TO |NDICATED B 10,000 FEET
ALTITUDE GIVES FLIGHT LEVEL PRESSURE ALTITUDE, COMPUTATIONS MUST STILL BE MADE FOR C CORRECTION FAGTOR = 4780 FEET

CORRECTION ALTITUDE. LE. PRESSURE ALTITUDE AND TEMPERATURE. D CORRECTED ALTITUDE B 4+ C
s | S T T i T, S i PIIRR A R g o s T W

Figure Al-6
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ALTIMETER INSTALLATION ERROR CORRECTION

AIRPLANE CONFIGURATION

RF 101G OR RF-101H. 2 450 SALLCN EXTERNAL TANKS . GUIDE
REMARKS
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INDICATED MACH NUMBER
USE OF CHART (Rt nmoy e s s s gy o i oo i 1) EXAMPLE ™00t *‘--'W-"H\“m
ENTER GRAPH AT INDICATED MACH NUMBER. PROCEED YERTICALLY TO INTERSECTIONOF INDICATED A8 2 INDICATED MACH NUM3ER

ALTITUDE. READ CORRECTION FACTOR ON VERTICAL SCALE, ADDING THIS FACTCR TO INDICATED B 10,001 FEET i
ALTITUDE GIVES FLIGHT LEVEL FRESSURE ALTITUDE, COMPUTATIDONS MUST STILL BE MADE FOR C CORRECTION FACTOR =4 580 FEET
CORRECTIDON ALTITUDE. IL.LE. PRESSURE ALTITUDE AMD TEMPERATURE. N CORRECTED ALTITUDEE +C

Figure Al-7
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ENGINE THRUST CHECK CURVE

J57-P-13 ENGINES
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DEFINITION OF TERMS USED
REFUSAL SPEED

Refusal speed (figure A2-2) is the maximum speed at
which engine failure permits stopping at the end of
the runway and is used during takeoff planning to de-
termine the Go/No-Go speed. I engine failure occurs
at a speed greater than refusal speed, the pilot must
take off with the remaining engine.

REFUSAL DISTANCE

Refusal distance (figure A2-2) is the distance re-
quired to accelerate to refusal speed under normal
conditions. The refusal distance, in conjunction with
refusal speed, is useful only as a criterion for estab-
lishing the Go/No-Go distance.

GO/NO-GO SPEED AND DISTANCE

The Go/No-Go distance (figure A2-6) is the line check
marker distance from the start of takecff run to the

first runway marker below refusal distance, The Go/
No-Go speed is the acceleration line check speed that
the airplane will normally attain within the Go/No-Go

TAKE-OFF

distance, Since the rapid acceleration of the airplane
makes more than one line speed check impractical,
the Go/No-Go distance together with gualifying re-
strictions imposed on the Go/No-Go speed (by refusal
speed) provides an optimum acceleration line check,

TAKEOFF PLANNING CHARTS

The following charts are provided for takeoff plan-
ning, Refer to Mission Planning, Part 9 of Appendix
I, for detailed instructions in completing the Takeoff
Data card,

MAXIMUM REFUSAL SPEED CHARTS

These charts (figures A2-2 and A2-3) present the
maximum refusal speeds. The maximum refusal
speed is read for the total runway length and repre-
sents the maximum speed at which a single engine
failure may occur and successful stopping accom-
plished within the runway length, Stopping distance
is based on using flaps and speed brakes and with or
without the drag chute as noted on separate scales.

USE

Enter the chart at the airplane gross weight and pro-
ceed horizontally to the intersection of the pressure
altitude, Descend to intersect the temperature scale
and proceed horizontally to intersect the total run-
way length, From the total runway length intersec-
tion, descend to the base of the chart to read maxi-
mum refusal speed with drag chute and further to the
lower scale to read maximum refusal speed without
the drag chute,

A2-1



TO 1F-101(R)G-1

SAMPLE TAKEOFF DISTANCE

horizontally to the takeoff gross weight and read lift-
off speed. Descend to the base line for wind effect
and apply effective wind, Descend to the ground run
scale reading ground run distance required for lift-
off, If computed takeoff distance is between 5800 and
8800 feet project further down to single engine "A "
takeoff speed. If engine failure occurs and takeoff is
to be continued add "4 " takeoff speed to normal take=-
off gpeed,

SAMPLE PROBLEM

Configuration: Gear Down, Flaps Extended, Maxi-
mum Thrust.

A. Temperature 25°C
B. Pressure Altitude 4000 Ft.
C. Takeoff Gross Weight 50,000 Lbs.
Takeoff Speed 189 Kits.
D, Wind Base Line
E, Ground Run (no wind) 5750 Ft.
F, Effective Tailwind 10 Kts.
G. Ground Run 6200 Ft,
H, "4 " Takeoif Speed 4 Kts,
L Liftoff Speed (C + H) 193 Kis,

SAMPLE MAXIMUM REFUSAL SPEED

SAMPLE PROBLEM

Configuration: Gear Down, Flaps Extended; Maxi-
mum Thrust

A, Takeoff Gross Weight 45,000 Lbs.
B. Pressure Altitude Sea Level
C. Temperature B0°F
D. Length of Actual Runway 7,500 Ft,
E. Refusal Speed (with drag chute) 163 Kis,
F. Refusal Speed (without drag chute) 145 Kts,

TAKEOFF DISTANCE CHARTS

Ground run distances using Maximum and Military
thrust are shown in the Takeoff Distance Charts (fig-
ures A2-4 and A2-5), All distances computed are for
normal technique on a hard dry runway. Tempera-
ture, pressure altitude, gross weight, head and tail
winds, and single engine failure are variables plotted
on this graph. The graphs may be used for any con-
figuration, considering gross weight, Airspeeds
given (IAS) for takeoffs are shown on the gross weight EFUSAL SPEED WITH DRAG
]_mes. WITH SPEED a.n.r.r: 5

USE

REFUSAL SPEED WITHOUT
DRAG CHUTL WITH SPEED BRAKES
Enter the chart at the temperature scale, praceeding

vertically to intersect the pressure altitude. Proceed

A2-2



VELOCITY DURING TAKEOFF GROUND RUN
CHARTS (GO/NO-GO LINE CHECK)

These charts (figures A2-6 and A2-7) provide the
normal takeoff speed, with both engines operating,
for the various takeoff gross weights of the airplane
and a means of obtaining a Go/No-Go line check. The
Go/No-Go line check distance marker speed is the
1000 ft, marker speed below refusal speed. The
charts can be used to obtain any line distance and
speed relationship such as: Line distance at critical
engine failure speed, line distance at refusal speed,
speed at any runway marker or takeoff ground run
for other than normal takeoff speed. However, it is
recommended that the Go/No-Go line check distance
marker, as defined above, be used as the criterion
for decision to abort or take off after engine failure,
If a definite failure occurs prior to reaching the Go/
No-Go distance marker, the airplane should be
stopped, If the marker is reached and partial failure
is indicated by the fact that the airplane speed is less
than that predicted for that marker, the airplane
should be stopped. If the failure occurs after passing
the Go/No-Go line check distance marker, do not at-
tempt to rotate the airplane to lift off attitude until
single engine takeoff speed is attained. If critical
field length exceeds the total runway length or 10, 000
ft. for any takeoff gross weight, temperature and alti-
tude combination, climb-out capabilities with one en-
gine are insufficient.

USE

Enter the chart at the airplane gross weight and read
airspeed determined by the intersection of the take-
off - normal distance reflector line. The takeoff -
minimum distance reflector line is used only where
field length ie a critical factar, Re-enter the chart
at the ground run scale for the previously computed
takeoff distance and proceed horizontally to intersect
the line projected down from the takeoff - normal
distance reflector line. From this intersection (E)
project a line, to the left, parallel to the nearest
acceleration guide line, Re-enter the chart at the
indicated airspeed scale with the previously com-
puted refusal speed, and project up to intersect the
newly plotted acceleration guide line (G), From this
point, project horizontally to the ground run scale
and read refusal distance, Re-enter the ground run
scale at the Go/No-Go distance marker (the first1000
ft. marker below refusal distance; ie., Go/No-Go
distance marker would be 2000 feet if refusal distance
fell between the 2000 ft, and 3000 ft, markers) pro-
ceed horizontally to intersect the newly plotted ac-
celeration guide line (K) then vertically to the indi-
cated airspeed scale to read Go/No-Go line check
speed,

TO 1F-101(R)G-1
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INDICATED AIRSPEED

SAMPLE PROBLEM

Configuration: Gear Down, Flaps Extended; Maxi-

mum Thrust

A, Takeoff Gross Weight

B. Takeoff - Normal Distance
Intersection

C. Normal Takeofi Speed

D. Normal Takeoff Ground Run
(Takeoff Distance Chart)

E, Intersection of C and D

F. Refusal Speed (with drag chute)
(Maximum Refusal Speed or Criti-
cal Engine Failure Speed Chart)

G, Intersection of E and F

H. Refusal Distance

J, Go/No-Go Distance (First Runway
Marker Before Refusal Distance)

K. Intersection of E and J

L. Go/No-Go Speed

45,000 Lbs.

180 Kts.
2900 Ft.

163 Kits.
2300 Ft,
2000 Ft.

150 Kts.

A2-3
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CLIMB-OUT FLIGHT PATH

These charts, (figures A2-8 thru A2-10) provide the
pilot with plots of distance traveled from unstick,
versus height above the runway for "flaps down"
"zear and flaps down'  and gear up, flaps down, sin-
gle engine configurations.

USE

Enter the charts with the takeoff gross weight, Pro-
ceed horizontally to the right to the pressure altitude,
then descend to the ambient temperature. From this
point, project horizontally to the left to read "climb-
out factor (K)". Enter the bottom plot with the height
above the runway for which distance traveled is re-
quired, From the height, project horizontally to the
right to the applicable "climb-out factor"”., From this
point, descend and read distance from unstick,

SAMPLE PROBLEM

Configuration: Flaps Down.

A, Takeoff Gross Weight 45,000 Lbs.
B. Pressure Altitude Sea Level
C, Temperature 15°C
D, Climb-Out Factor 9.6
E, Height Above the Runway 4000 Ft,
F. Climb-Out Factor 9.8
G, Distance From Unstick 10, 850 Ft,

SAMPLE CLIMB-OUT FLIGHT PATH




— / TAKEOFF ABORT CRITERIA_/

(GO/NO-GO CONCEPT)

Figure A2-1
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TAKEOFF DISTANCE -

MAXIMUM THRUST
AIRPLANE CONFIGURATION HARD DRY RUNWAY
RF-101G OR RF-101H REMARKS

FULL FLAPS, GEAR DOWN

DRAG INDEX

ALl
CONFIGURATIONS

DATE: | NOVEMBER 1984
DATA BASIS: FLIGHT TEST
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AIRFLANE CONFIGURATION

RF-101G OR RF-101H
FULL FLAPS, GEAR DOWN

DRAG INDEX

ALL
CONFIGURATIONS

DATE: | NOVEMBER 1964
DATA BASIS: FLIGHT TEST
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VELOCITY DURING TAKEOFF GROUND RUN

101 MRPLANE CONFIGURATION (GO/NO-GO LINE CHECK) GUIDE
101G OR RF-10H - Al CONIGUATONS MAXIMUM THRUST
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GROUND RUN-1000 FEET
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AIRPLANE CONFIGURATION
RF-101G OR RF-101H
FULL FLAPS, GEAR DOWN

DRAG INDEX

All
CONFIGURATIONS

DATE: 1 NOVEMBER 1964
DATA BASIS: ESTIMATED (BASED ON FLIGHT TEST)

CLIMB-OUT FLIGHT PATH

MAXIMUM THRUST

REMARKS
ENGINE(S): (2) J57-P-13

Note

FOLLOWING LIFT-OFF, PULL UP
A5 REQUIRED TO MAINTAIN 230 KCAS,

STANDARD TEMPERATURE °C
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CLIMB-QUT FLIGHT PATH

MAXIMUM THRUST -
AIRPLANE CONFIGURATION ONE ENGINE OPERATING GUIDE
RF-101G OR RF-101H
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TABLE OF CONTENTS

Charts

Climb Charts and Optimum Cruise

AltitudeChart, , . . .. ..., ,.,. A33
Combat Ceiling . . . ... ... ..,. A3-21

CLIMB CHARTS

Three series of climb charts are presented and in-
clude data for military and maximum thrust recom-
mended climb, military thrust alternate climb and
military thrust climb, one engine operating. The data
is presented in both tabular and graphical form. Each
series contains separate charts for speed, time, fuel
and distance with the exception of the alternate climb
series which do not include a speed chart since they
are based on constant speed.

USE

To obtain speed data for the recommended climb
series, enter the speed schedule corresponding to
the desired thrust with the computed drag index.
Note the speed at each altitude check point up to the
desired cruise altitude. The schedule may be
entered at any altitude, as necessary. Additional
data pertinent to the fuel used during start, taxi and
acceleration, and the time and distance required to
intercept the climb schedule are also included. To
obtain speed data for the single engine climb series,
and time, distance and fuel required for all the ser-
ies, proceed as follows. Enter the charts with the
sea level gross weight. Proceed horizontally to the
right to the eruise altitude, then descend to the com-
puted drag index curve. From this point proceed
horizontally to the lefl to the temperature base line.
Correct for temperature deviation as necessary and
then continue on to the left to read the planning data.

To obtain time, distance and fuel required when the
climb is to be commenced at altitudes above sea
level, the gross weight must be corrected to sea
level gross weight, This is accomplished by enter-
ing the "Fuel Required" chart at the desired climb
series with the gross weight and proceeding to the
right to the altitude corresponding to commence
climb altitude, From this point proceed as pre-
viously described to obtain the fuel required to climb
from sea level to the commence climb altitude., Add

CLIMB

the fuel weight to the takeoff gross weight to obtain
sea level gross weight, With sea level gross weight,
proceed as previously described to obtain the plan-
ning data for (1) sea level to commence climb altitude
and (2) sea level to cruise altitude. Subtract the data
obtained in (1) from the data obtained in (2) to obtain
the planning data for the climb from above sea level
altitude to cruise altitude.

SAMPLE PROBLEM
Fuel Required - Military Thrust

A. Gross Weight 40,000 lbs.
B. Cruise Altitude 36,000 11,
C. Drag Index 30
D. Temperature Base

Line
E. Temperature Devia-

tion +5°C
F. Fuel Required 1350 1bs.

[ SAMPLE CLIMB l
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COMBAT CEILING CHART

This chart presents two combat ceiling plots, one
for military and one for maximum thrust, The com-
plete range of operating gross weights and drag in-
dexes are included.

USE

Enter the chart with the airplane gross weight cor-
responding to the fuel on board at the desired check
point, Project vertically upward to intersect the ap-
plicable drag index reflectors on both plots. From
these intersections, project horizontally to the left
and read combat ceiling military thrust and combat
ceiling maximum thrust.

SAMPLE PROBLEM

A. Airplane Gross Weight 45,000 pounds

B. Computed Drag Index 30
C. Temperature Base Line

D. Temperature Deviation +5°
E. Military Thrust Combat Ceiling 38,000 feet
F. Maximum Thrust Combat Ceiling 45,000 feet

A3-2

"SAMPLE COMBAT CEILING

MAXIMUM THRUST COMBAT CEILING (SUBSONIC)
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AIRPLANE CONFIGURATION
RF-101C OR RF-101H
ALL CONFIGURATIONS

DRAG INDEX
INDIVIDUALLY NOTED

0-60

DATE: 1 MOVEMBER 1964
DATA BASIS: ESTIMATED
(BASED ON FLIGHT TEST)

SPEED SCHEDULE

I(CASOMACH KCAS MACH|KCAS M,

500 822 | 535 815 530 807
5000 510 .83 | 505 .31 500 .823
10000 411 854 | 4712 844 | 4BY 836
15000 493 866 | 442 855 | 440 .84
20000 408 .867 403 859 a0t 854
25000 368 867 | 365 .861 | 364 857
30000 333 .86B | 330 .B62 | 321 .BSB
35000 300 863 | 299 .863 | 287 .BS9
40000 26T BT0 | 265 .864 | 264 .8G0
45000 238 870 | 237 865 | 235 .40
50000 203 870 | 208 .865 | 208 .860
55000 88 870 187 865 | 185 .86D

REMARKS
ENGINE(S]: (2) J57-P-13

ICAD STANDARD DAY

DRAG INDEX
a0 [ TR
[KCAS _MACH|KCAS MACH|KCAS MACH|
521 .80 522 .194 517 .8
498 310 432 813 430 808
467 834 61 33 461 823
436 843 43 838 430 833
qo0 451 398 845 95 .840
363 855 360 849 359 .845
325 .56 329 852 323 .848
296 857 294 353 293 849
263 857 262 853 261 .89
233 857 213  .853 231 88
27 A5 205 .853 204 B
134 .851 183 .853 182 849

FUEL GRADE: JP-4
FUEL DENSITY: 6.5 1B/GAL

T.0. 1F-101(R)G-1
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AIRPLANE CONFIGURATION
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DRAG INDEX
INDIVIDUALLY NOTED

0-60

DATE: | NOVEMBER 1984 FUEL GRADE: 1P.&
DATA BASIS: ESTIMATED (BASED ON FLIGHT TEST) FUEL DENSITY: 6.5 LB/GAL
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OPTIMUM CRUISE AT CONSTANTALTITUDE

These charts present the necessary planning data to
set up both two engine and single engine cruise
schedules for a constant altitude, The recommended
procedure is to use an average gross weight for a
given leg of the mission. It is possible, however, to
obtain instantaneous data if desired. The user must
know the aircraft gross weight, the computed drag
index, the cruise altitude, the forecast wind and the
distance to be covered. It is then possible to obtain
from the charts true Mach number, true airspeed,
time enroute, nautical miles per pound, fuel flow and
total fuel required. The data is based on long range
speeds.

SAMPLE CRUISE AT CONSTANT ALTITUDE

SPEED AND TIME

MACH NUMBER

RANGE

USE

Enter the appropriate chart, (Long Range Speed and
Time, sheet 1) with the average gross weight, pro-
ject horizontally to the right and intersect the appli-
cable pressure altitude reflector. Project vertically
downward to intersect the drag index, and then hori-
zontally to the right to intersect and read true Mach
number. The project horizontally further to the
right to the temperature base line. Project parallel
along the guide lines to intersect the vertical pro-
jection of the temperature. From this point, project
horizontally to the right to intersect the true airspeed
(zero wind) reflector, and the effective wind reflector,
From the intersection with the true airspeed reflector,
project vertically downward to intersect and read
true airspeed. From the intersection with the wing
reflector, project vertically upward to the applicable
distance reflector., From this intersection, project
horizontally to the left to intersect and read time.
Enter the second half of the chart (Long Range Speed
and Fuel, sheet 2) with the average gross weight, pro-
ject horizontally to the right to the pressure altitude,
vertically downward to the applicable drag index re-

SAMPLE CRUISE AT CONSTANT ALTITUDE
SAEED AND FUEL

Ad-1



TO 1F-101(R)G-1

flector, then horizontally to the right to intersect and
read nautical miles per pound. From this point, con-

tinue horizontally to the right to intersect the appli-
cable true airspeed reflector, then vertically upward
to intersect and read fuel flow. Continue vertically
upward to the intersect the applicable time reflector,
then project horizontally to the left to intersect and
read total fuel required.

SAMPLE PROBLEM
Two Engine Operation

A. Average Gross Weight

for First Leg 40,000 Lbs.
B. Cruise Altitude 20,000 Ft.
C. Computed Drag Index 10.0
D. True Mach Number 0.74 Mach
E. Temperature at Flight

Altitude -24.6°C
F. True Airspeed Re-

flector
G. True Airspeed 450 Knols
H. Tailwind 50 Knots
J. Distance 500 Miles
K. Time 60 Minutes
L. Average Gross Weight 40,000 Lbs,
M. Cruise Allitude 20,000 Ft.
N. Computed Drag Index 10.0
P. Specific Range 0.10 NMPP
Q. True Airspeed 450 Knots
R. Fuel Flow 2250 PPH/Eng.
S. Time Enroute 60 Minutes
T. Total Fuel Required 4500 Lbs.

OPTIMUM ALTITUDE FOR SHORT RANGE CRUISE

| This chart (figure A4-3) provides the pilot with the
| optimum cruise altitude for missions inyolving rel-
atively short ranges.

| USE

Enter the chart with the computed drag index. Pro-
| ceed upward to the desired range and then horizon-
| tally to the right to the climb base line. From the
| base line, proceed parallel to the guide lines to inter-
cept a vertical line rising from the initial climb
gross weight. From this intersection, proceed hori-
zontally to the right to read the pressure altitude cor-
responding to the optimum short range cruise alti-
tude. If the range exceeds 200 miles, obtain the
optimum cruise altitude from the Combat Ceiling and
Optimum Cruise Altitude chart, Part 3 of this ap-
pendix.

SAMPLE PROBLEM

A. Drag Index 30
B. Range 70 Miles
C. Initial Climb Gross

Weight 40,000 Lbs.

D. Pressure Altitude
DIVERSION RANGE SUMMARY TABLE

17,500 Ft.

The diversion range summary table (figure A4-4)
provides the pilot inan emergency low fuel state con-
dition (1000 pounds remaining) with range and time
enroute information corresponding to three alternate
courses of action., The three courses of action in-

Ad-2

clude: (a) remain at initial altitude and proceed to
base, (b) climb to optimum altitude, then descend on
course to base, (c¢) descend on course to sea level

and proceed at sea level to base. In terms of maxi-
mum range, it may be seen that it is more advan-
tageous Lo climb to oplimum altitude and then de-
scend on course to base. However, weatherorother
extenuating circumstances may make one of the alter-
natives more desirable, All climbs are made at
military thrust. Alldescentsare made at idle thrust,
300 KCAS or Mach .85, whichever is less, The range
shown is accomplished on 500 pounds of fuel. so that
there will be 500 pounds remaining for landing. Cruise
speeds may be found in the Optimum Cruise al Con-
stant Altitude Charts.

USE

Enter the table at the initial altitude, Select the best
course of action for the prevailing circumstances.
Descend down the column corresponding to the initial
altitude and read range in nautical miles and time in
minutes. If the decision is made to climb, also read
the optimum altitude.

SAMPLE PROBLEM

A. Initial Altitude 20,000 Ft.

Case T, Remain at Initial Altitude.
B. Range 36 Miles
C. Time to Base 5.5 Minutes
D. Time to Base and

Descend 11 Minutes

SR

SAMPLE OPTIMUM ALTITUDE

FOR SHORT RANGE CRUISE



Case TI, Climb to Optimum Altitude

E. Optimum Altitude 30,000 Ft.
F. Range 73 Miles
G. Time 11 Minutes

Case III, Descend on Course to Sea Level.

34 Miles
10 Minutes

H. Range
J. Time

NAUTICAL MILES PERPOUND CHART

Nautical miles per pound charts are provided for
each drag index interval of 10 units for two engine
operation, and 0 drag only for single engine opera-
tion. The charts graphically present cruise data
throughout the gross weight/speed range of the air-
plane. Use the chart whose drag index is closest to
that computed. If the computed drag falls halfway
between two charts, use both charts and average the
data. For single engine operation, use the single
engine chart only. By entering the charts with the
average airplane gross weight, true Mach number,
and cruising altitude, it is possible lo obtain true
airspeed, fuel flow and nautical miles per pound for
any speed desired. Maximum endurance data is also
available on these charts.

USE

Compute the airplane drag index and the average
gross weight, Enter the first page of the chart, whose
drag index is closest to the computed index, with

the ogross weight. Project vertically upward to the
desired altilude reflector, then horizontally to the
right to intersect the Long Range Speed base line.
From this intersection, follow the contour of the

TO 1F-101(R)G-1

closest guide line, right or left, to intersect the de-
sired true Mach number. Then project horizantally
to the right edge of the plot and note the position in
relation to the alphabetically marked grid lines.
From the Mach number, project vertically downward
and intersect the forecast temperature for the flight.
Then project horizontally to the right to intersect and
read true airspeed. Enter the second page of the
chart at the alphabetically marked grid and project
horizontally to the right to the correct altitude.
From this point, project vertically downward tointer-
sect and read nautical miles per pound. Continue
vertically downward to intersect the true airspeed
line and read fuel flow.

SAMPLE PROBLEM
Twa Engine Operation

A. Computed Drag Index B

B. Average Gross Weight 40,000 Lbs.
(first leg)

C. Cruise Altitude

D. Intersect Base Line

E. Proceed Parallel to
Contour

20,000 Ft.

F. Intersect Desired 0.70
Mach Line

G. Intersect Plot Edge
Reference

H. True Mach Number 0.70

J. Flight Level -24.61°C
Temperature

K. True Airspeed 430 Knots

L. Plot Edge Reference

M. Altitude 20,000 Ft.

N. Specific Range 083 NMPP

P. Fuel Flow 5200 PPH

SAMPLE NAUTICAL MILES PER POUND

LIMITED CONFIGURATION
DRAG INDEX, 30
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OPTIMUM CRUISE AT CONSTANT ALTITUDE

OPTIMUM CRUISE SPEED AND TIME

AIRPLANE CONFIGURATION REMARKS
RF-101G OR RF-101H EMGINE(S): (2) 157-P-13
ALL CONFIGURATIONS ICAD STANDARD DAY

DRAG INDEX

INDIVIDUALLY NOTED
0-60

DATE: | NOVEMBER 1984
DATA BASIS: ESTIMATED (BASED ON FLIGHT TEST)

STANDARD TEMPERATURE °C
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TRUE MACH NUMBER

FUEL GRADE: JP-4
FUEL DENSITY: 6.5 LB/GAL

RF

-P401-1
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OPTIMUM CRUISE AT CONSTANT ALTITUDE

FUEL CONSUMPTION

AIRPLANE CONFIGURATION REMARKS InE
RF-101G OR RE-101H ENGINE(S): (2] 157-P-13
ALL COMFIGURATIONS ICAD STANDARD DAY
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~
AIRPLANE CONFIGURATION ONE ENGINE OPERATING Guip:
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OPTIMUM CRUISE AT CONSTANT ALTITUDE

FUEL CONSUMPTION

AIRPLANE CONFIGURATION ONE ENGINE OPERATING
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ICAD STANDARD DAY
! DRAG INDEX INOPERATIVE ENGINE WINDMILLING
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OPTIMUM ALTITUDE FOR SHORT RANGE CRUISE

GUIDE

REMARKS
ENGINE(S): (2) 157-P13

AIRPLANE CONFIGURATION

RE-101G OR RF-101H4

1CAD STANDARD DAY

AL CONFIGURATIONS

DRAG INDEX

a
=
(=3
z
b
>
=1
=X
>
e
=
2
=

FUEL GRADE: IP-4

DATE: 1 NOVEMBER 1964

FUEL DENSITY: 6.5 LB GAL
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1

DATA BASIS: ESTIMATED (2ASED ON FLIGHT TEST)

I
30
DRAG INDEX

INITIAL CLIMB
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Figure A4-3
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DIVERSION RANGE SUMMARY TABLE

1000 POUNDS FUEL REMAINING NO WIND

AIRPLANE CONFIGURATION REMARKS
RF-101G OR RF-101H ENGINE(S): (2) 157-P-13
ALL CONFIGURATIONS ICAD STANDARD DAY
DRAG INDEX '

0

DATE: 1 JULY 19464 FUEL GRADE: JP-4
DATA BASIS: FLIGHT TEST FUEL DENSITY: &.5 LB GAL

RANGE AND TIME ENROUTE ———— 500 POUND RESERVE AT SEA LEVEL

INITIAL ALT
N 1 |

RANGE NOTE ®Constant altitude cruise at initial altitude to base.
NAUTICAL kY 32 13 35 36 37 28 8 31 |*Descend over base at idle thrust, 300
MILES | KCAS or MACH 0.85.

™~

6 | 1 [ 85| 95| 1 |ws| 13 | 1815 _')

eMilitary thrust climb to optimum altitude,
OPTIMUM ALT o Constant altitude cruise at optimum altitude.
1000 FEET L 15 % 3 0 % 35 % % e Descend on course at idle thrust, 300

KCAS or MACH 0.85.
RANGE
NAUTICAL 38 | 43 | s5 | 62 | 73 | 82 | s0 | 99 | 106
MILES i

1 1 8 | 95 | 10 [s25] 12 | 14 | 15

eDescend on course at idle thrust, 300
RANGE KCAS or MACH 0,85 to sea level.
:I“UTSI“L 31 % | a2 | a8 | 58 | 6t 0 | 18| 8 eProceed at sea level o base.

LE

“

6 13 82| 9.2 | 10.0 | 10.9| 120 | 128 | 135 \
Notes

1. NO CREDIT ALLOWED FOR DESCENT TIME, FUEL OR DISTANCE.

2. CREDIT ALLOWED FOR DESCENT TIME AND FUEL ONLY

3. ALL CREDIT ALLOWED FOR TIME FUEL AND DISTANCE TO CLIMB ON COURSE
TO OPTIMUM ALTITUDE, AND / QR TO DESCEND ON GOURSE TO BASE.

RFA/C20-P410
Figure Ad4-4
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AIRPLANE CONFIGURATION

RE-101G OR RF-

1011

LIMITED CONFIGURATIONS
DRAG INDEX

DATE: | NOVEMBER 1764

DATA BASIS: ESTIMATED (BASED OM FLIGHT TEST)
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BN FT | -s43°C
0000 FT | —s65%¢
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NAUTICAL MILES PER POUND
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NAUTICAL MILES PER POUND

GUIDE

FUEL GRADE: IP4

FUEL DENSITY: 65 LB/GAL
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AIRPLANE CONFIGURATION

RF-101G OR RF-101 ¢
LIMITED CONFIGURATIONS

DRAG INDEX

DATE: | NOVEMBER 1964
DATA BASIS: ESTIMATED (BASED ON FLIGHT TEST)

5 30 E

GROSS WEIGHT-1000 POUNDS

L] 45

STANDARD
AUTTUDE | yepapemaTuRE

om | 150

5000 F1 1o
10,000 FT -48%C
15,000 FT =14.7%C
WA | -246°C
25,000 FT =34.5°(
30,000 F1 —44.4°C
35,000 FT -54.3°C
40,000 FT =568 %L

Ad-12

NAUTICAL MILES PER POUND

TRUE AIRSPEED — KNOTS

REMARKS
ENGINE(S): (2) J57-P-13
1CAQ STANDARD DAY

GUIDE

50
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NAUTICAL MILES PER POUND

GUIDE

SLON - G334581V 3nL
g

S

FUEL GRADE: JP=

FUEL DENSITY: 6.5 LB/ GAL
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NAUTICAL MILES PER POUND

S
AIRPLANE CONFIGURATION REMARKS GUIDE
RF-101G OR RF-101H ENGINE(S): (2) 157-P-13
LIMITED CONFIGURATIONS 1CAD STANDARD DAY

DRAG INDEX

DATE: 1| NOVEMBER 1964
DATA BASIS: ESTIMATED (BASED ON FLIGHT TEST)

EENEES SRR §it
BUFFET TREMOR ONSET AREA
i T 1

s

% 0 ® 40 45 0 A0 A5 AD As .50 55 40 5 JO 75 80 a8 40 R 1.00
GROSS WEIGHT=-1000 POUNDS

w
STANDARD .g
AUTITUPE | e mpeRATURE ;
o 150 °C ]
5000 FI s1e¢ ¥
10,000 F1 -48°C 2
15,000 FT BThAl <
20000 F1 | -246°C ) -
000K | -15°C E
30000 F1 | -dce
350001 | -seaeC
400008 | -S65°C
RFG-P405-1
~
Figure A4-T7
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NAUTICAL MILES PER POUND

GUIDE

FUEL GRADE: Ir4
FUEL DENSITY: 6.5 LB/GAL
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NAUTICAL MILES PER POUND

AIRPLANE CONFIGURATION REMARKS GUIDE
RF-101G OR RF-101H ENGINE(S): (2) 187-P-13
LIMITED CONFIGURATIONS ICAD STANDARD DAY
DRAG INDEX

DATE: | NOVEMBER 1964
DATA BA5IS: ESTIMATED (BASED ON FLIGHT TEST)

i i
1 1 1 1 ] 1 1 1 ] 1 1 1 L 1 1 1 1
2% a0 3 4 45 50 a0 35 M 45 S50 S5 40 .45 J0 5 s 8 % 95 1K
GROSS WEIGHT-1000 POUNDS TRUE MACH NUMBER
"
8 g
STANDARD X
ALITUDE | vepipERATURE x 1
0F 150°C a E
5000 FT 51°C i b
100001 | -48%C = |
15000 FT | -147°%C <
20000 T | -244°C § E
25000 F1 | -345°C & be

10000 /T | -#44°C
BOWF | -343°¢C
0000 F | -565°C

RFG-P406-1

Figure Ad4-8
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NAUTICAL MILES PER POUND

GUIDE

FUEL DENSITY: 6.5 L8/GAL

FUEL GRADE: P-4
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NAUTICAL MILES PER POUND

AIRPLANE CONFIGURATION
RF-101G OR RF-101H
LIMITED CONFIGURATIONS

DRAG INDEX

DATE: | NOVEMBER 1954
DATA BASIS: ESTIMATED (BASED ON FLIGHT TEST)

REMARKS
ENGINE(S): (2) J57-P-13
ICAQ STANDARD DAY

GUIDE

700

{
3

g
TRUE AIRSPEED - KNOTS

3 30 3 4 a5 80
GROSS WEIGHT-1000 POUNDS
700
500 ==
:
STANDARD
AUTTUDE | ¢ pgparuRE * o0
or | 180
5000 FT s1eC
10000 /T | -4 & 400 =
15000 T | =7°C <
20000 FT | -244°C ]
BROFT | -5 E
WHOF | =8a4°C
60001 | =583
40,000 F1 =58.5°C
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NAUTICAL MILES PER POUND

T.0. 1F-101(R)G-1

FUEL GRADE: P-4
FUEL DENSITY: 8.5 LB/GAL
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NAUTICAL MILES PER POUND o

AIRPLANE CONFIGURATION REMARKS GUIDE
RF-101G OR RF-101H EMGINE(S): (2] 157-P-13
LIMITED CONFIGURATIONS ICAD STANDARD DAY

DRAG INDEX

DATE: | NOVEMBER 1964
DATA BASIS: ESTIMATED (BASED ON FLIGHT TEST)

ErE

FEY TREMOR ONSET AREA =1 § 1 1| i1 i ! \/

5 30 15 0 45 50

10,000 F1 -48°C
15,000 FT =14.7°C
20,000 FT =244 °C
25,000 FT ~34.5°C
30,000 FT =44 °C
35,000 FT =543 %C
40,000 FT -56.5 °C
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RFG-P408-1 ~

Figure A4-10
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NAUTICAL MILES PER POUND

GUIDE

FUEL GRADE: IP-4

FUEL DENSITY: 6.5 LB/GAL
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AIRPLANE CONFIGURATION

RF-101G OR

RF-101H

LIMITED CONFIGURATIONS
DRAG INDEX

DATE: 1 NOVEMBER

1964

NAUTICAL MILES PER POUND

DATA BASIS: ESTIMATED (BASED ON FUGHT TEST)

REMARKS

ENGINE(S): (2] I57-P-13
ICAQ STANDARD DAY

GUIDE

i

GROSS WEIGHT-1000 POUNDS

“ 45

ALTITUDE

STANDARD

]

5000 F1
10,000 F1
15,000 F1
20,000 FI
25,000 FI
30,000 F1
15,000 F1
40,000 F1

150°C
L1 B o
-48°C
=7
-6 °C
=35 °C
-4 °C
=543 °C
~56.5 °C
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T.0. 1F-101(R)G-1

NAUTICAL MILES PER POUND

GUIDE

FUEL GRADE; JP-4

FUEL DENSITY: 6.5 1B/ GAL

NAUTICAL MILES PER POUND

SIONM - g334S¥IV InuL

g 8 § 8
S1ONX — G345V 3Nl

RFA/C20-F409-2

A4-23



TO 1F-101(R)G-1

AIRPLANE CONFIGURATION

RF-101G OR RF

-101H

LIMITED CONFIGURATIONS
DRAG INDEX

DATE: 1 JANUARY 1986

DATA BASIS: ESTIMATED (BASED ON FLIGHT TEST)

NAUTICAL MILES PER POUND

VY L0 E 4

SINGLE ENGINE

REMARKS

ENGINE(S): (2) I57-P-13
ICAD STANDARD DAY

INOPERATIVE ENGINE WINDMILLING

FOR 50 KHOT HEADWIND COMDITION:
RECOMMENDED CRUISE MACH
NUMBER REMAINS THE SAME.
RANGE DECREASES 14%.

GUIDE

A4-24

Figure A4-12
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TO 1F-101(R)G-1

NAUTICAL MILES PER POUND

~ SINGLE ENGINE

FUEL GRADE: JP-4
FUEL DENSITY: 6.5 LB/GAL

®
-
A
Y
b
n
"\
AR
N
N
L
| %4
AT .
-\
%
\
X
LY
L
\
:
)]
§ N

‘ : Sy S
v 5 v ] Lo AE = “E.-”f _.._v'_“-_ < FRS . L.
L ] ; e ai i e : LLlids LR
A
0 o2 04 0 08 10 a2 14 Al B 20
NAUTICAL MILES PER POUND

4
T
3
T

] BT A0 Pl e
: . / r £ "1@ » :
37 el -

g
e
I

\;-’-?
i
N,
w i

ZWAASSSKNCNNKKCRRSS

w
o 11 L i g 34 . r -
,:,\ g b o f-‘ LA AV _‘. g’. M j i - A :
= \ S0 4 -t : ¥ ! : koo B 1
E LTY s - ¥ -yt = ue
1 il 1
g : o e : B
o i & i 5 i + +
] ki B = ik e ih |
N E 30— o = ’ : ERuans
mameany../ : : : - FUEL FLOW [
a0 1 Shereul nd 3 - : LR i
\ I -
p RFA/C20-Pid12-2A ’

A4-25/(A4-26 blank)

v OO0y

N\






TO 1F-101(R)G-1

| ENDURANCE [

TABLE OF CONTENTS line, descend to the computed drag index and then
e proceed horizontally to read the required data,
ans

Maximum Endurance Fuel Required. . . . . .Ab-4

Maximum Endurance Mach Number SAMPLE MAXIMUM ENDURANCE
and Fuel Flow., ., . + =« =« =« « « =« = « « « «Ab-H
FUEL REQUIRED

MAXIMUM ENDURANCE CHARTS

Maximum endurance data is presented on the Maxi-
mum Endurance Fuel Required and Maximum En-
durance, Mach Number and Fuel Flow charts, The
data are provided for two engine and single engine
operation. It is possible to obtain effective gross
weight as a function of bank angle, optimum cruise
altitude, total fuel required, optimum cruise Mach
number, and optimum cruise fuel flow.

TTILLLEL)

E - OPT ENDURANC
us BANK ANGLE i ;“-“-m,
Enter the appropriate (two engine or single engine)
Fuel Required chart with the average gross weight
for the period that maximum endurance is to beused,
Follow the gross weight curve until it intersects the
bank angle to be used. From this point, proceed
horizontally to the right and intersect the computed
drag index, Descend and read optimum endurance
altitude, From the previous intersection with the
drag index, proceed further to the right, note the
effective gross weight, and intersect the altitude at
which the endurance is to be flown (either optimum or
desired), From this point, descend to the time line

®

corresponding to the expected time in maximum en- P—
durance. Proceed horizontally to the left to intersect
the computed drag index, then descend and read fuel

required, Enter the Mach and fuel flow plots with the
effective gross weight, proceed to the correctaltitude

A5-1/(A5-2 blank)






L SAMPLE MAXIMUM ENDURANCE

c
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TO 1F-101(R)G-1

SAMPLE PROBLEM

Maximum Endurance Fuel Required

A, Gross Weight 40,000 Lbs,
B, Bank Angle 20°
C. Effective Gross Weight 42,500 Lbs,
D. Drag Index 40,0
E. Optimum Endurance Altitude 33,000 Ft.
F, Intersect Optimum Endurance
Altitude

G, On-Station Time 120 Min,
H, Drag Index 40
L Fuel Required 10,750 Lbs,

Maximum Endurance Mach Number and Fuel Flow

A, Effective Gross Weight 42,500 Lbs,
B. Optimum Cruise Altitude 33,000 Ft.
C. Drag Index 40.0
D, Mach Number 0,785
E, Fuel Flow 5590 P,P.H,

AS5-3



T.0. 1F-101(R)G-1

GROSS WHGHT-1000 POUNDS

A5-4

MAXIMUM ENDURANCE

FUEL REQUIRED

AIRPLANE CONFIGURATION

RF-101¢ OR RF-101H
ALL CONFIGLIRATIONS

DRAG INDEX

INDIVIDUALLY

0-6

NOTED

0

DATE: | NOVEMBER 1964
DATA BASIS: ESTIMATED (BASED OM FLIGHT TEST)

REMARKS
ENGINE(S): (2) IST-P-13
ICAQ STANDARD DAY

GUIDE

FUEL GRADE. JP-4
FUEL DENSITY. 6.5 LB

GAL

SEA LEVEL
5000 FT
10,000 FT
15,000 FT
20,000 FT

- 25,000 FT
30,000 FT

—— 35,000 FT

40,000 FT

45,000 FT

55 58 55 55
8
2 g
Sﬂ—/ L. 0 ﬁm_ §”_
4 = -ﬁgli— Eu—-
| [
E -
° 8
0 — - 10 & 0 - 0 —
3 z
2 2
(o]
35 = L 35 & 35 = O 3
© DRAG INDEX O ®
g 0 ;a
= S F
0= . 30 L) 30 = 40 gu—
& 50
b 60 & 4
25 ; IR ]
I 1 | T T T s
[] 1 W 0 4 W 3 3 40 4

BANK ANGLE DEGREES

OPTIMUM ENDURANCE

ALTITUDE - 1000 FEET

DRAG NDEX 0
0
20
30
L1}
50
"

1 1 1 1 I I 1 1 1
[ i 1 L] ] 0 12 L] & 1] n
FUEL REQUIRED - 1000 POUNDS
Figure A5-1
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MAXIMUM ENDURANCE MACH NUMBER

T.0. 1F-101(R)G-1

MAXIMUM ENDURANCE

MACH NUMBER AND FUEL FLOW

AIRPLANE CONFIGURATION REMARKS GUIDE
RF-101G OR RE-101H ENGINE(S): (2) 157-P-13
ALL CONFIGURATIDNS JCAO STAMDARD DAY 7

/i

DRAG INDEX

INDIVIDUALLY NOTED

i

DATE: 1 NOVEMBER 1964 FUEL GRADE: JP4
DATA BASIS: ESTIMATED (BASED ON FLIGHT TEST) FUEL DENSITY: 6.5 LB, GAL

EFPECTIVE GROSS WEIGHT - 1000 POUNDS

Figure A5-2

RFG-P508

A5-5



T T I ITITIITS

TO 1F-101(R)G-1

MAXIMUM ENDURANCE -

FUEL REQUIRED

AIRPLANE CONFIGURATION ONE ENGINE OPERATING GUIDE
RF-101G OR RF-101H REMARKS
ALL CONFIGURATIONS

ENGINE(S): (2) J57-P-13

b}

ICAQ STANDARD DAY —“ W‘
DRAG INDEX INOFERATIVE ENGINE WINDMILLING ﬂ u \\ .
INDIVIDUALLY NOTED _
0-40 Z I
AN
DATE: 1 JANUARY 1965 FUEL GRADE- 1P-4
DATA BASIS: ESTIMATED (BASED OM FLIGHT TEST) FUEL DENSITY: 4.5 LB/GAL s’

55

B
— 50
2 3
rd 1 g
§ i 8 e
8
1 = 40 =
T
: :
; L 35 g
2 .
5 - E o
E -
® 1 T T
] n L] &0 8 12 ] w0 Fi Fi
BANK ANGLE - DEGREES OPTIMUM ENDURANCE ALTITUDE
-1000 FEET \J
’ —t—TrTr—TtTT
L] 1 q ] B [} 12 4 16 8 0
FUEL REQUIRED - 1000 POUNDS
’ -
RFG-P509
’ A5-6 Figure A5-3
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TO 1F-101(R)G-1

A N

AN SN\ ' """ " " " YT YY" V" 2N

MAXIMUM ENDURANCE

ot MACHNUMBER AND FUELFLOW
AIRPLANE CONFIGURATION ONEENGINEOPERATING GUIDE

RF-101G OR RF-10TH
ALL CONFIGURATIONS REMARKS

DRAG INDEX i A VRN
INDIVIDUALLY NOTED INOPERATIVE ENGINE WINDMILLING : I
— 0-40 - [\

DATE: 1 JANUARY 1968 FUEL GRADE: IP-4
| DATA BASIS: ESTIMATED (BASED OM FLIGHT TEST) FUEL DENSITY: 6.5 LB/GAL
s ss &
z -
3 i
g 'g
T8
o
x
£ “1
a
0 5=
[- 3
Q
;' 30 —
< £

TRUE MACH NUMBER

FUEL FLOW-1000 POUNDS PER HOUR

L - RFG-P510

Figure A5-4
A5-T7/(A5-8 blank)
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TO 1F-101(R)G-1

AIR REFUELING

A TABLE OF CONTENTS USE

Charts Enter the applicable chart with the receiver gross
) ) ) weight and approximate tanker gross weight after re-
i Maximum Refueling Altitude . . . . . . . . . A6-5 fueling, From the receiver gross weight, proceed
~ Maximum Formating Speed, . . . . . . . . A6-15 vertically upward to the applicable drag index, thep
Fuel Consumption During Air Refueling . . . A6-21 horizontally to the right to the temperature base line,
Air Refueling Transfer Time . . . . . . . . A6-27 From this point, parallel the temperature deviation
- Air Refueling Profiles , . . . + « « + . . . A6-28 guide lines to the temperature deviation from stan-

Descent from Optimum Cruise Altitude tO dard day., Then continue horizontally to the right to
Refuel Altitude, ., . . + v ¢« ¢ ¢+ &+ « + » « A6-32 read the maximum refueling altitude.
- MAXIMUM REFUELING ALTITUDE CHARTS e

These charts (figures A6-1 through A6-14) provide

maximum altitude values for the complete weight

range of the receiver airplane and the KC-97E, KC-

97G, or KC-135A tanker, Figures A6-1 thru A6-4

provide data for the KC-135A tanker, based on drag
' index at various gross weights and speeds,

ALTITUDE

TEMP DEVI
7

ALTITUDE

TEMP DEVIATION

i P360

To establish the highest constant altitude for refuel-
ing, enter the chart at the receiver airplanes gross
weight after refueling (this weight will usually be the
tank-oif gross weight if the receiver airplane is to be
refueled to capacity). Proceed vertically upward to
the interpolated gross weight of the tanker after re-
fueling., From this point proceed horizontally to the
leit scale and read maximum refuel altitude,

.
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TO 1F-101(R)G-1

SAMPLE PROBLEM
(C-135A)

Configuration: 285 KCAS, Tanker Weight
= 140,000 Lbs,

A, Receiver Gross Weight

After Refueling 50,000 Lbs.

B, Drag Index 20
C, Temperature Base Line

D, Temperature Deviation +10°C
E. Maximum Refueling Altitude 31,000 Ft,

(KC-97E)
Configuration: Airplane with 2 (450) Gallon Tanks

A. Maximum Receiver Weight After

Refueling 48,829 Lbs,
B. Tanker Weight After Refueling 87,000 Lbs,
C, Maximum Altitude For Constant

Refueling 18,000 Ft.

MAXIMUM FORMATING SPEED CHARTS

These charts (ficures A6-11 through A6-16) present
the_ altitude and speed capability during air refueling
(with boom in contact position) for the complete

SAMPLE MAXIMUM FORMATING SPEEDS |

AsdESREREIBIERIRISN

e L L L T ey

-
.
-
"
"
.
»
.
"
.
.
.
.
.
-
*
-
-
-
-
-
-
-
.
.
.
.
-
.
-
.
-
-

weight ranges of the receiver airplane and the KC-
97E, KC-97G and KC-135A tankers, The refueling
flight envelopes shown, present tanker level flight
high speeds with maximum continuous thrust. With
an established rate of descent, the speed capabili-
ties of the tanker can be increased in accordance
with the figures presented in the tanker Flight Man-
ual. The speed at the beginning of refueling can be
read for a constant refuel altitude from the inter-
polated initial refuel weight of the tanker. The final
refueling speed can be read for the post refuel weight
of the tanker,

USE

Enter the chart at the established refueling altitude
and proceed horizontally to the weights of the tanker
at the beginning and at the end of refueling, Descend
{o the base of the chart and read the speeds at the
beginning and end of refueling for the corresponding
tanker weights,

SAMPLE PROBLEM (KC-97E)

Configuration: Airplane with 2 (450) Gallon Tanks

A. Formating Altitude 18,000 Ft,
B, Initial Tanker Weight 100, 000 Lbs.
C. Initial Refueling Speed 228 Kts,
D, Final Tanker Weight 87,000 Lbs,
E. Final Refueling Speed 231 Kis.
F. Average Refueling Speed (C + E) 229 Kts.

FUEL CONSUMPTION DURING AIR REFUELING
CHARTS

These charts (figures A6-17 through A6-22) present
the fuel flow of the receiver airplane for the tanker's
maximum continuous thrust high speeds for the com-
plete weight range of the KC-97E, KC-97C, and
KC-135A tankers and the receiver airplane. Three
formating altitude graphs are given for each airplane
configuration.

USE

Enter the base of the chart at initial receiver air-
plane weight and proceed vertically to intersect the
initial tanker weight on the applicable formating alti-
tude graph. Proceed horizontally to the left scale and
read the initial fuel flow, Re=-enter the base of the
chart at the final receiver airplane's weight and pro-
ceed vertically to intersect the final tanker's weight
on the applicable formating altitude graph, Proceed
horizontally to the left scale and read the final fuel
flow during refueling.



SAMPLE FUEL CONSUMPTION
DURING AIR REFUELING

GROSS WEIGHT

TO 1F-101(R)G-1

SAMPLE PROBLEM (KC-97E)

Configuration: Airplane with 2 (450) Gallon Tanks

A, Formating Altitude 15,000 Ft.
B, Initial Receiver Weight 33,829 Lbs,
C, Initial Tanker Weight 100,000 Lbs,
D, Initial Fuel Flow During 133 Lbs,/Min,
Refueling

E. Final Receiver Weight 48,829 Lbs,
F. Final Tanker Weight 85,000 Lbs.
G.

Final Fuel Flow During

Refueling 162 Lbs,/Min,
H, Average Fuel Flow During
Refueling 147 Lbs,/Min,

AIR REFUELING PROFILES

These charts (figures A6-24 and A6-25) present the
relationship of time, fuel, and altitude for maximum
range with various fuel loads within the weight range
of the airplane configuration after refueling, The
climb path guide lines show the distance traveled
from refuel altitude to cruise altitude using the Mili-
tary climb speed schedule at the left of the chart. A
cruise table gives recommended Mach numbers and
approximate operating conditions for both cruise-
climb procedure and for cruise at constant altitude,
No reserve for descent and landing has been included,
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TO 1F-101(R)G-1

USE USE

Establish the cruise altitude, the refuel altitude, and Enter the chart at the established refueling altitude

the amount of fuel required to perform military op- and proceed horizontally to the interpolated weight of

erations and subsequent cruise. This fuel will be re- the receiver airplane at the beginning of refueling.

ferred to hereafter as fuel remaining, Enter the chart Read the fuel, time, and distance on the appropriate

on the left side of the estimated refuel altitude and scale,

proceed to the right to intersect the proper cruise al-

titude climb path guide lines. Read the corresponding SAMPLE PROBLEM

range {igure, Enter the chart at the cruise altitude

and proceed to the right to intersect the established Configuration: Airplane with (2) 450 Gallon Tanks

fuel remaining line. Read the corresponding range,

The distance covered during the post refuel cruise A, Refueling Altitude 20,000 Ft,

leg will be the difference between the two range values, B. Receiver Weight at Start of Refuel 35,000 Lbs.
C. Time 4,6 Min,

SAMPLE PROBLEM e ey

Configuration: Airplane with (2) 450 Gallon Tanks
Qﬁr&w‘m &ﬁﬁ;‘?ﬁ@&?ﬁ?

bl el 20,000 Ft. [ SAMPLE DESCENT FROM OPTIMUM
- ul >
C. Total Range Including Climb to CRUISE TO REFUEL ALTTUDE :

Cruise Altitude 1935 Miles
D. Follow Climb Path Guide
Line to Cruise Altitude 30,000 Ft.
E, Cruise Time 4 Hrs, 10 Mins.
F. Distance Corresponding to = LRSI,
Cruise Time 1916 Miles £ :
G. Follow Line of Constant Cruise - :
to Fuel Remaining Line 2,000 Lbs, = i
H. Time 29 Mins, g :
J, Distance 215 Miles 7 :
K, Net Cruise Time E-H (4 hrs, :
10 Mins, ~29) = y 3 Hrs. 41 Mins,
L. Net Cruise Distance F - J~
(1916 Miles - 215 Miles) 1701 Miles

M. Net Cruise Distance Including
Climb C - J (1935 Miles -
215 Miles) 1720 Miles

DESCENT FROM OPTIMUM CRUISE ALTITUDE TO
REFUEL ALTITUDE CHART

&

i
SRt

These charts (fipures A6-26 and A6-2T) present the
receiver airplane time, fuel, and distance required
to descend from optimum cruise altitude to the es-
tabligshed refueling altitude, Three configurations
are presented on the same chart.

A6-4



AIRPLANE CONFIGURATION

RF-101G OR RF-101H
ALL CONFIGURATIONS

DRAG INDEX
INDIYIDUALLY NOTED

DATE: 1 NOVEMBER 1964

DATA BAsIS: ESTIMATED (BASED ON FLIGHT TEST)

T.0. 1F-101(R)G-1

MAXIMUM REFUELING ALTITUDE

AT 285 KNOTS CALIBRATED AIRSPEED GuIDE
KC-135A TANKER
REMARKS \g'{.\"./

ENGINE(S): (2) 157-P-13

ICAQ STAMDARD DAY

REFUEL FLIGHT SPEED 15 285 KCAS
WITH BOOM IN CONTACT POSITION

FUEL GRADE: JP-4
FUEL DENSITY: 6.5 LB/GAL

! H

:
gt
i
L
fd
ok

ALTITUDE-1000 FEET

% E ] L a “ 46 Ll 50 52 54 0

0 +20
TEMPERATURE DEVIATION FROM
ICAD STANDARD DAY °C

P S N e

ALTITUDE-1000 FEET

i 1 KC-135A TANKER GROSS 140,000 LB O T "
1 L0 ] L S 02 "}
‘% o

I
35 38 40 2 “" 4 L 50 52 54 0

RECEIVER GROS5 WEIGHT - 1000 POUNDS

0

*10

TEMPERATURE DEVIATION FROM
ICAQ STANDARD DAY °C

RFG-Pé&Ss

Figure A6-1
AB-5



T.0. 1F-101(R)G-1

MAXIMUM REFUELING ALTITUDE

AT 300 KNOTS CALIBRATED AIRSPEED

AIRPLANE CONFIGURATION KC-135A TANKER aUiDE
RF-101G OR RF-10TH
ALL CONFIGURATIONS —
DRAG INDEX z;mogtﬂm;:;r-u \R
I i
INDIVIDUALLY NOTED REFUEL FLIGHT SPEED 15 300 KCAS e i

0_60 WITH BOOM IN CONTACT POSITION __i__

DATE: 1 NMOVEMBER 1964 FUEL GRADE: JP-4
DATA BASIS: ESTIMATED (BASED OM FLIGHT TEST) FUEL DENSITY: 6.5 1B/CAL

|

e I T -

ALTITUDE-1000 FEET

E ] i M E] n L] 41 “ L] u 50 5 5 0 10 30
RECEIVER GROSS WEIGHT - 1000 POUNDS TEMPERATURE DEVIATION FROM
ICAO STANDARD DAY °C

ALTITUDE-1000 FEET

1L
30 n u W n L] 42 “ “w L] 50 51 4 0 10 20

RECEIVER GROSS WEIGHT - 1000 POUNDS TEMPERATURE DEVIATION FROM
ICAQ STANDARD DAY °C

RFG-P&57

Figure A6-2
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AIRPLANE CONFIGURATION
RF-101G OR RF-101H
ALL CONFIGURATIONS

DRAG INDEX

INDIVIDUALLY NOTED

DATE; | NOVEMBER 1964

T.0. 1F-101(R)G-1

MAXIMUM REFUELING ALTITUDE

AT 285 KNOTS CALIBRATED AIRSPEED

DATA BASIS: ESTIMATED (BASED OM FLIGHT TEST)

KC-135A TANKER

REMARKS
ENGINE(S): (2) 157-P-13
ICAD STANDARD DAY
REFUEL FLIGHT SPEED IS 285 KCAS
WITH BOOM IN CONTACT POSITION

S

FUEL GRADE: JP-4
FUEL DENSITY: 6.5 LB./GAL

i

ALTITUDE-1000 FEET

7N

R Eaaal -3

-
Pk
-]

n 40
RECEIVER

41 " &% L]
GROSS WEIGHT - 1000 POUNDS

1]

o +10

£20

TEMPERATURE DEYIATION FROM
ICAQ STANDARD DAY °C

¥

=2
ALTITUDE-1000 FEET

42 4“4 4 4
GROSS WEIGHT - 1000 POUNDS

Figure A6-3
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TEMPERATURE DEVIATION FROM
ICAO STANDARD DAY °C
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T.0. 1F-101(R)G-1

MAXIMUM REFUELING ALTITUDE

AT 300 KNOTS CALIBRATED AIRSPEED S~
AIRPLANE CONFIGURATION KC-135A TANKER GUIDE
RF-101G OR RF-101H —
ALL (ONFIGURATIONS REMARKS T
DRAG INDEX ENGINE(S): (2) J57-P-13 \
ICAQ STANDARD DAY
INDIVIDUALLY NOTED REFUEL FLIGHT SPEED 15 300 KCAS b . /
o -60 WITH BOOM IN CONTACT POSITION
._\_/J
DATE: | NOVEMBER 1964 FUEL GRADE: JP-4
DATA BASIS: ESTIMATED (BASED ON FLIGHT TEST) FUEL DENSITY: 6.5 LB/ GAL e
§ I ) il 2
iy
T
=
NKER GROSS WEIGHT 100,000 LB
EEaFmysERumReayENeLDE _,
" " § e
5 g '
1 |
» 2 u 3% £ » n M o s s 5 54 0 £0 £
RECEIVER GROSS WEIGHT - 1000 POUNDS TEMPERATURE DEVIATION FROM
ICAO STANDARD DAY °C
- 38

R SN 4

TEMPERATURE BASE LINE
ALTITUDE-1000 FEET

£l i1 M 3 38 4 a2 “ L1 48 50 52 54 0 0 0

TEMPERATURE DEVIATION FROM

RECEIVER GROSS WEIGHT - 1000 POUNDS ICAO STANDARD DAY “C

UNCLASSIFIED

RFG-PA&5E \-J
Figure A6-4
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T.0. 1F-101(R)G-1

MAXIMUM REFUELING ALTITUDE

KC-97 E TANKER oo

AIRPLANE CONFIGURATION REMARKS
RF-101G OR RF-101H: CLEAN
EMNGIME[S):(257-P-13
FLAFS EXTENDED ICAQ STANDARD DAY \\
baveinisn

REFUEL FLIGHT SPEED 5 MAXIMUM
CONTINUOUS THRUST HIGH SPEED OF
THE TANKER WITH THE BOOM IN
COMTACT FQSITIOM,

FUEL GRADE: JP-4

DATE: | MARCH 1958
FUEL DEMSITY: 6.5 LB/GAL

DATA BASIS: ESTIMATED

KC-97E TANKER
GROSS WEIGHT—-1000 LB

REI01G | : i RF-101H
12,625 L8 N T O 1 s S W B - 1462518

FINAL GROSS WEIGHT~1000 POUNDS
[+] 4 B 12 16 20 24
| Ll I - I Ll bl I I 1 RF-101G
T 1T 11 T rrryp rgrjrrrprrorg -
RF-101H

8 12 16
FINAL FUEL ON BOARD-1000 PQUNDS

RFEG-P6I1

Figure A6-5
Ag-9




T.0. 1F-101(R)G-1

MAXIMUM REFUELING ALTITUDE

AIRPLANE CONFIGURATION KC-97E TANKER
RE-1015. OR RF-101H: (2) 450 GALLON TANKS "’
FLAPS EXTENDED GUIDE
REMARKS

ENGINE(S):{2))57P13 '
ICAQ STANDARD DAY |
REFUEL FLIGHT SPEED IS MAXIMUM

CONTINUQUS THRUST HIGH SPEED OF
THE TAMKER WITH THE BO0M IN

CONTACT POSITION, y

DATE: 1 MARCH 1956

DATA BASIS: ESTIMATED FINAL GROSS WEIGHT-1000 POUNDS
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ALTITUDE-1000 FEET

T.O. 1F-101(R)G-1

MAXIMUM REFUELING ALTITUDE

KC-97G TANKER

GUIDE
AIRPLANE CONFIGURATION REMARKS
RF-101G OR RF-101H: CLEAN EMGINE(5):(2)J57-P-13
FLAPS EXTENDED ICAD STANDARD DAY

REFUEL FLIGHT SPEED 1S MAXIMUIM
CONTINUDUS THRUST HIGH SPEED OF
THE TAMNKER WITH THE BOOM IN

CONTACT POSITION.
DATE: | MARCH 1954 FUEL GRADE: JP-4
DATA BASIS. ESTIMATED FUEL DENSITY: 6.5 LB/GAL
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T.0. 1F-101(R)G-1

MAXIMUM REFUELING ALTITUDE

KC-97G TANKER

AIRPLANE CONFIGURATION REMARKS
RF-101G OR RF-101H: (2) 450 GALLOM TANKS ENGINE(S){2).57P-13

BLARS EXIENDED ICAD STANDARD DAY
REFUEL FLIGHT SPEED IS MAXIMUM
CONTINUQUS THRUST HIGH SPEED OF
THE TANKER WITH THE BOGM IN
CONTACT POSITION,

DATE- 1 MARCH 1956
DATA BASIS: ESTIMATED

GUIDE

1%&

sesrssnnsans

FUEL GRADE: JP-2
FUEL DENSITY. &5 LB/GAL

GROS3 WEIGHT—-1000 LB
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Figure A6-8
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ALTITUDE-1000 FEET

T.0. 1F-101(R)G-1

MAXIMUM REFUELING ALTITUDE

KC-135A TANKER

AIRPLANE CONFIGURATION
RF-101G OR RF-101H : CLEAM

GUIDE

REMARKS
EMGIME(S): (2) J57-P-13
ICAQ STAMDARD DAY
REFUEL FLIGHT SPEED IS5 MAXIMLIM
COMNTINUOUS THRUST HIGH SPEEC OF
THE TAMKER WITH THE BOOM 1N
CONTACT POSITICN .

DATE: | JULY 1957
DATA BASIS: FLIGHT TEST

FUEL GRADE: JP-4
FUEL DEMSITY: 6.5 1B/ GAL
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T.0. 1F-101(R)G-1

MAXIMUM REFUELING ALTITUDE

AIRPLANE CONFIGURATION
RF-101G OR RF-101H : CLEAN

DATE: 1 JULY 1957

KC-135A TANKER

REMARKS
ENGIME(S): (2) 57-P-13
ICAQ STANDARD DAY
REFUEL FLIGHT SPEED IS MAXIMUM

CONTINUOUS THRUST HIGH SPLED OF

THE TANKER WITH THE BOOM IN
COMTACT POSITION .

FUEL GRADE: JP-4

DATA BASIS: FLIGHT TEST FINAL GROSS WEIGHT-1000 POUNDS FUEL DENSITY: 6,5 LB/GAL
20 24 28 12 36 40 A1 a8 52 56 &0 64 48 J
L T ] T T . 50
i ] B '. i
| == == +
a8 - ! T ] 1 48
b +ot - -
1 ] 1 =) I = -
. N T =i
il | | i
= N = . o -
b ]
o S N / I o o
N - i
T N, T - \J
P VT WA . B - | -
T g\:i\ ] 1 i 2Fe, O
i AN\ T - &
AVAN ! -
N
e AN, #— BOOM PLACARD
T AY il 1
AR AY ] T T '
- = - I l
I I ﬁ\ ,‘"’ 1 I 1 B [ I - u
1 1 \ 1 E
E 42 {, I 42
| e Y ! =
e L
g . . 3 x g
o I - N\ ] ;
: — N | :
E — : SEEE - ] < u
40 ___i_ i 40
i & AY T 11
[ o ! ]
i A\ ! ]
BT 1 [ Wt ] e .
—— —— —— LIMITED BY BOOM PLACARD N {‘\ I -
~ NOT LIMITED BY BOOM FLACARD N 1 -
4 AL F101C
JE T ~ AAEY 1 JMAXIMLIM FUEL I8
I ! O Vd 20,475 LB
i 1 = I T AR
| o A% Y
] -
i B 15 ] KC-135A TANKER
| I .Y 7™ GROSS WEIGHT—1000 L8S.
38— - L | = 7 s
I N s
F-101A }H L BN 1
1 = T MAXIMUM FUEL == ] W oo [
. : 20,475 LB ~t— NN 140 |
b | ; b = - 180 ‘d
) I 7 ] ™ i 1 T
Lo [ 1 ! I N 220 ! I ] T
- 11 I i I I . I I g | [ a4
20 24 28 az 36 40 44 48| 52 56 &0 84 68
FINAL GROSS WEIGHT-1000 POUNDS
0 2 1 12 1 20 24
B L NEam A e S A e L
o 4 8 12 18 20t 24 F-101C
FINAL FUEL ON BOARD—-1000 POUNDS

AB-14

Figure A6-10

RFG-P614 -/



T.0. 1F-101(R)G-1

GUIDF

FUEL GRADE: JP-4

260

250

FUEL DENSITY: 6.5 LB/ GAL

1334 000 1-3aNLILTY

RFG=P&17

AB-15
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REMARKS
ENGINE(S): (2] J57-P-13
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REFUEL FLIGHT SPEED 1S MAXIMUM
COMTACT POSITION,

KC-97E TANKER
ICAD STANDARD DAY

INDICATED AIRSPEED-KNOTS

200

MAXIMUM FORMATING SPEEDS

170
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Figure A6-11

INDICATED AIRSPEED-KNOTS

AIRPLANE CONFIGURATION

RF-101G OR RF-101H : CLEAN

DATE: 1 JULY 1957

DATA BASIS: ESTIMATED (BASED OMN FLIGHT TEST)
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T.0. 1F-101(R)G-1

MAXIMUM FORMATING SPEEDS J

AIRPLANE CONFIGURATION KC-97E TANKER GUIDE

RF-101G OR RF-101H :(2) 430 GALLOM TANKS
FLAPS EXTENOED

REMARKS
ENGINE(S): (2] 157-P-13
ICAD STANDARD DAY
REFUEL FLIGHT SPEED 1S MAXIMUM
CONTINUOUS THRUST KIGH SPEED OF
THE TAMKER WITH THE BOOM IN

COMTACT POSITION,
DATE: 1 JULY 1957 FUEL GRADE |P-4
DATA BASIS: ESTIMATED (EASED ON FLIGHT TEST) INDICATED AIRSPEED-KNOTS FUEL DENSITY: 6.5 LB/GAL 7
160 170 180 190 200 210 220 230 240 250 260
50 1 | |I | - 1 Ir 1 L 1 50
' f | |
| | .
- % !
| ! |
45 4 - + | + A ! - + + : + + i L } 'I H T 4 - 45
1 H
|
| |
i ! :
a0 4 L a0
! | '
i 1
35 : ! ! 1 L i . = L 35
— .
30 L 30 \ |
KC-97E TANKER -
f GROSS5 WEIGHT—1000 L8 & jm}
£ u &
'
g 2 g
~ 254 q s 2
[}
g & § \J
= % =
5 o 5
q : <
=
20 = =20
[}
[V =
Z -
=
g8
="
Ps
15150 =15
24
B
e
20
=5
29
o B - 10
HE
[ -
2
5 Ei
| ‘J
0 T T T T T T 0
160 170 180 190 200 210 220 260
INDICATED AIRSPEED-KNOTS
RFG-P618

~
Figure A6-12
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ALTITUDE-1000 FEET

T.0. 1F-101R)G-1

MAXIMUM FORMATING SPEEDS

AIRPLANE CONFIGURATION KC-97G TANKER GUIDE

RF-101G OR RF-101H : CLEAN
FLAPS EXTENDED
REMARKS
ENGIMES): (2) J57-P-13
ICAD STARDARD DAY
REFUEL FLIGHT SPEED 15 MAXIMUM
CONTINUCUS THRUST HIGH SPEED OF
THE TANKER 'WITH THE BOOM IM
CONTACT POSITION.

DATE: 1 JULY 1857 FUEL GRADE: JP-4
DATA BASIS: ESTIMATED |BASED OM FLIGHT TEST) INDICATED AIRSPEED-KNOTS FUEL DEMSITY. 6.5 LB/GAL
160 170 180 190 200 210 720 230 250 260
45 - - - - : - 45
IR | | ] LT
A A I | | B |
i | AL r | [ [ | !
| i o i = ._il. = I [ |
40 I T . 3 i ettt |- 40
B l B : B e o s l t L 1
1 =
| 1 | |
. N . - N N ]. - | |
| | O O O O O O 1
- | i - ! -+ ! .
354— I o AL | 1 T3
— = 11 ! 1 {
- ! | |
N Y S e | .
SIS N S PELCH PG S IEWE, 8 . |
304~ = t t t - 30
1 ]
N T |
-y | 1 i
| 1 i | 1 |
1 | . | I
i — | KC-97G TANKER | |
i : ! | GROSS WEIGHT—1000 L8 [ [
25 : - b S ———— b3 - | ! -5 E
i | N ' i
= | 5 g
l -
I h ¥ '
- ! \1 S
] -
204~ S 20 B
a
||
I
!
15 r =15
A vy
N - - =1
e -
wr
- - [ ja}
=2
™ a
10 2 =10
g
a
2
=
&
9]
5 1 - B o =5
it [ : =
S N ES W ] S N TV T A i h | - o
. RECEIVER MIMIMUM FORMATING by
SPEED GROSS WEIGHT - 1000 LB 1 |
" | 0 . ' . . :
160 170 180 190 200 210 220 230 240 250 260

INDICATED AIRSPEED-KNOTS

RFG-P&19

Figure A6-13

AB-17




T.0. 1F-101(R)G-1

MAXIMUM FORMATING SPEEDS </

AIRPLANE CONFIGURATION KC-97G TANKER o
RF-101G OR RF-101H : (2] 450 GALLON TANKS
FLAPS EXTENDED
REMARKS
ENGINE|S): (2) J57-P-13
ICAOQ STANDARD DAY
REFUEL FLIGHT SPEED |15 MAXIMUM \
CONTINUOUS THRUST HIGH SPEED OF St
THE TANKER WITH THE BOCM IN
CONTACT POSITION.
DATE: 1 JULY 1§57 FUEL GRADE: IP-4
DATA BASIS; ESTIMATED [BASED OM FLIGHT TEST) INDICATED AIRSPEED-KNOTS FUEL DENSITY: 6.5 LB/GAL "----"r
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ALTITUDE-1000 FEET

T.0. 1F-101(R)G-1

MAXIMUM FORMATING SPEEDS

AIRPLANE CONFIGURATION KC-135A TANKER

RF-101G OR RF-101H : QLEAN

REMARKS
EMNGINE[S): (2) J57-P-13
ICA0 STANDARD DAY
REFUEL FLIGHT SPEED IS MAXIMUM
COMTINUOUS THRUST HIGH SPEED OF
THE TANKER WITH THE BOOM IN

CONTACT POSITION .
DATE: 1 JULY 1957 FUEL GRADE: JP-4
DATA BASIS: FLIGHT TEST MACH NUMBER FUEL DENSITY: 6.5 LB/GAL
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T.0. 1F-101(R)G-1

MAXIMUM FORMATING SPEEDS

AIRPLANE CONFIGURATION KC-135A TANKER

RE-101G OR RF-101H : (2) 450 GALLON TANKS

GUIDE

REMARKS
ENGIME(S]: [2) J57-F-13
ICAD STAMDARD DAY
REFUEL FLIGHT SPEED IS MAXIMUM
CONTINUOUS THRUST HIGH SPEED OF
THE TANKER WITH THE BOOM IN
CONTACT POSITION .

i :

DATE: | JULY 1557 FUEL GRADE: JP-4
DATA BASIS: FLIGHT TEST MACH NUMBER FUEL DENSITY: 6.5 LB GAL
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FUEL FLOW FOR TWO ENGINES-POUNDS PER MINUTE

T.0. 1F-101(R)G-1

FUEL CONSUMPTION DURING AIR REFUELING

AIRPLANE CONFIGURATION KC-97E TANKER

RF-101G OR RF-101H : CLEAN

FLAPS EXTENDED
REMARKS
ENGINE(S): (2) J57-P-13
ICAQ STANDARD DAY
DATE: | MARCH 1956 FUEL GRADE: JP-4
DATA BASIS: ESTIMATED (BASED DN FLIGHT TEST) FUEL DENSITY: &.5 LB/GAL
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T.0. 1F-101(R)G-1

FUEL CONSUMPTION DURING AIR REFUELING

AIRPLANE CONFIGURATION KC-97E TANKER
RF-101G OR RF-101H :(2) 450 GALLON TANKS
FLAPS EXTEMDED
REMARKS
ENGINE(S): (2) J57-P-13
ICAD STANDARD DAY

DATE: 1 MARCH 1956
DATA BASIS ESTIMATED (BASED ON FLIGHT TEST)

FUEL GRADE: JP-4
FUEL DENSITY: &.5 LB/GAL
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FUEL FLOW FOR TWO ENGINES-POUNDS PER MINUTE

FUEL CONSUMPTION DURING AIR REFUELING

AIRPLANE CONFIGURATION KC-97G TANKER
RF-101G OR RF-101H : CLEAN
FLAFS EXTEMDED
REMARKS
EMGIME[S): (2) J57-P-13

===

T.0. 1F-101(R)G-1

GUIDE

e

ICAD STANDARD DAY ,_-’—

DATE: T MARCH 1956
DATA BASIS; ESTIMATED (BASED ON FLIGHT TEST)

FUEL GRADE: JP-4

FUEL DENSITY: 4.5 LB/GAL
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Figure A6-19
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T.0. 1F-101(R)G-1

FUEL CONSUMPTION DURING AIR REFUELING

AIRPLANE CONFIGURATION KC-97G TANKER —_—
RF-101G OR RF-101H :(2) 450 GALLON TAMKS —
FLAPS EXTENDED —
REMARKS =
ENGIME(S): (2] J57-P13 —

ICAD STANDARD DAY

DATE: 1 MARCH 1756 FUFL GGRADE: IP-4
DATA BASIS: ESTIMATED (BASED ON FLIGHT TEST) FUEL DEMSITY: 4.5 LB/GAL
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Figure A6-20
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T.0. 1F-101(R)G-1

w FUEL CONSUMPTION DURING AIR REFUELING

AIRPLANE CONFIGURATION KC-135A TANKER

RF-101G OR RF-101H : CLEAN

REMARKS
ENGINE(S): 12) J57-P-13
ICa0 STANDARD DAY

DATE: | JULY 1957 FUEL GRADE: JP-4
\ DATA BASIS: FLIGHT TEST FUEL DENSITY: 4.5 L3/ GAL
S
120 === T T 1 e e e e
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FUEL FLOW FOR TWO EMGINES-POUNDS PER MINUTE

FUEL FLOW FOR TWO ENGINES-POUNDS PER MINUTE

3
GROSS WEIGHT-1000 POUNDS
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Figure A6-21
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T.0. 1F-101(R)G-1

FUEL CONSUMPTION DURING AIR REFUELING

AIRPLANE CONFIGURATION
RF-101G OR RF-101H : [2) 450 GALLOM TANKS

KC-135A TANKER

REMARKS
ENGIME{3): (2) J57-P-13
ICAD STANDARD DAY

\-_..-f
DATE: 1 JULY 1957 FUEL GRADE: JP-4
DATA BASIS: FLIGHT TEST FUEL DENSITY: &.5 LB/GAL
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T.0. 1F-101(R)G-1

GUIDE

AIR REFUELING TRANSFER TIME
KC-135A TANKERS

AIRPLANE CONFIGURATION

RF-101G OR RF-101H = ALL CONFIGURATIONS

SALNNIW-3WIL

FUEL DENSITY: 6.5 LB/GAL

FUEL GRADE: JP-4

14

12

| TRANSFERRED |
- .. i

l'

REMARKS

ENGINE(S): (2) J57-P.13
[T PUELTO BE |

ICAC STANDARD DAY
600 GALLONS PER MINUTE

RATE OF TRAMSFER 15

)
aQ

&

5 £ N L 2 T 6 {8 I R 5 1

NUMBER OF PLANES PER TANKER

DATA BASIS: FLIGHT TEST

DATE: 1 JULY 1957

RFG-P&38

Figure A6-23
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T,0. 1F-101(R)G-1

B4 430
B4 480
B4 485
83 490
81 495
80 490
JT 485
J4 470
JO o 455
b6 440
REMARKS

AIR REFUELING PROFILE

45

40

35

30

25 1

20

15

10

5L

RF-101G
OR CONFIGURATION: CLEAN
RF-101H
DATE: 1 JULY 1957
DATA BASIS: FLIGHT TEST
) 1 TIME—HOURS: MINUTES !
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1. DOES NOT INCLUDE FUEL, TIME OR DISTANCE
TO ACCELERATE TO BEST CLIMB
FORMATING SPEED.

2. NO ALLOWANCE OR RESERVE MADE FOR

LOITER, DESCENT OR LANDING.

3. USE MILITARY THRUST FOR CLIMBS.
(SEE MILITARY THRUST CLIMB CHART FOR

DETAILED INFORMATION.)

4. (RUISE AT RECOMMENDED MACH NUMBER.

AB-28

h
R

LEGEND
ZERD FUEL REMAINING
FUEL AVAILABLE
TIME
CRUISE CLIMB PATH

CONSTANT ALTITUDE
CRUISE FLIGHT PATH

CRUISE ALTITUDE GUIDE LINE

RFG-P&ID-3

Figure A6-24



T.0. 1F-101(R)G-1

MODEL: RF-101G OR RF-101H
ENGINE(S): (2) 157-P-13
ICAD STANDARD DAY
POST REFUELING GROSS WEIGHT 42,566 LB

7

i _ s — ErFL.IEI. .IiEHSIT\': i.S LB/GAL 50
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w1 o | e R 7313 16R0 18 FUEL
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FUEL FLOW || PRESSURE || FUEL FLOW || PRESSURE ||FUEL FLOW|| PRESSURE
[ LB/HR RATIO LB/HR RATIO LB /HR RATIO
CRUISE-CLIMB
INITIAL- 34,300 .54 48 4753 1.94 Wi
FINAL- 43,100 W54 482 T 5 38 1.89
| tu"“‘”“n’ﬂ%“ﬂni it .84 482 4507 2.25 3208 2.00 3142 1.7%
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RFG-F&3D-4

A6-29



T.0. 1F-101(R)G-1

AB-30

82 4715 45
B2 475 40
83 475 35—

81 480 30

AIR REFUELING PROFILE

RF-101G
; OR CONFIGURATION: TWO 450 GALLON TANKS
s RF-101H

DATE: 1 JULY 1957
DATA BASIS: FLIGHT TEST

URS: MINUTES |~ [

J9 415 25

J5 485 20

7 450 15—t

l
1

&8 435 10—t

REMARNS

1. DOES NOT INCLUDE FUEL, TIME OR DISTANCE
TO ACCELERATE T0 BEST CLIMB
FORMATING SPEED.

2. NO ALLOWANCE OR RESERVE MADE FOR
LOITER, DESCENT OR LANDING.

3, USE MILITARY THRUST FOR CLIMES,
(SEE MILITARY THRUST CLIMB CHART FOR
DETAILED INFORMATION.)

4. CRUISE AT RECOMMENDED MACH NUMBER.

LEGEND
— ZERO FUEL REMAINING
FUEL AVAILABLE
TIME
CRUISE CLIME PATH

CONSTANT ALTITUDE
CRUISE FLIGHT PATH

CRUISE ALTITUDE GUIDE LINE
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Figure A6-25



T.0. 1F-101(R)G-1

MODEL: RF-101G OR RF-101H
ENGINE(S): (2) J57-P-13
ICAD STANDARD DAY

POST REFUELING GROSS WEIGHT 48,629 L8

FUEL GRADE: JP-4

FUEL DENSITY: 4.5 LB/GAL
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RFG-P839

GUIDE

FUEL-POUNDS

DESCENT FROM OPTIMUM CRUISE TO REFUEL ALTITUDE
KC-97E, KC-97G AND KC-135A TANKERS

AIRPLANE CONFIGURATION
RF-101G OR RF-101H : CLEAN

T.0. 1F-101(R)G-1

Figure AG-26
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T.O. 1F-101(R)G-1

DESCENT FROM OPTIMUM CRUISE TO REFUEL ALTITUDE

GUIDE

KC-97E, KC-97G AND KC-135A TANKERS

AIRPLANE CONFIGURATION

\ F-101G OR RF-10TH : (2] 450 GALLON TANKS

FUEL DEMSITY: 6.3 LB/GAL

FUEL GRADE: JP.d

REMARKS

EMGINE(S): (2) 157-P-13
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DATA BASIS: FLIGHT TEST

DATE: T JULY 1957

1334 000 1-30NLILTVY DONITINI3A

J

5L

&
TIME-MINUTES

1334 000 L-3JANLUTY ONNANEIY

1334 0001-3ANLILTY ONNINITY

g 2 g e @
T A__ BESNL
= . Cied
I - { I A I ]
IT ] ey

\-\mm
\k\\..s.
{1
|
2
[=]
e
_” A
i L\-
| LA
" T
SN AN S R AW
A A7 A1
AL LA LA -
F ARV ARAN AV
INENARNARTN AP
...... FERVRTARY
FARV AN AV, BV R
, S AT
L LA [sf 2 1 V1A
S %(h«. F
_ 1__9,.%%m 7
) 2
W A
BN SRV EVALIW A ]
! AVt AVATTT T
RERFANF, R WiYFARNE ils
L X L i |
il LT AT i
A LA _
_.w“\\_ - _._ Lt d R
| AV EriV.F =
| T IA YA Y il
I 0 O \ ..\.x... PR |
4 _ \._-ﬂ-\. . - —... S . 4 l!l_ll .
3 9 g & 2 =

FUEL-POUNDS

DISTANCE-NAUTICAL MILES

RFG-P&40

Figure A6-27

A6-33/(A6-34 blank)






DESCENT |

DESCENT CHARTS

The descent charts provided in this part supply the
pilot with three alternate descent schedules. They
include a maximum range descent, a penetration de-
scent, speed brakes in and a penetration descent,
speed brake extended.

USE

Since the layout of the charts is similar, the use of
all three will be undertaken simultaneously. Enter
the charts with the airplane gross weight at the start
of descent. Project up to the altitude at which the
descent is to be commenced. Note the corresponding
Mach number, From this point project horizontally
to the right to the drag index, then downward to read
total fuel consumed in the descent. Proceed on down
to the drag index within the time plot, then horizontally
to the left to read the time required for the descent,
From this point proceed further to the left to the
drag index reflector, then downward to read the hor-
izontal distance covered during descent. If the de-
scent is to be broken off before reaching sea level,
simply enter the chart again with the estimated gross
weight for the level-off altitude, and proceed as be-
fore, Then subtract the data obtained for level-off
from the corresponding data for the initial descent fo
obtain the incremental data desired.

SAMPLE PROBLEM

Maximum Range Descent

A. Initial Gross Weight 40, 000 Lbs.
B, Pressure Altitude 30,000 Ft.
C. Drag Index 10
D. Fuel Used 1140 Lbs.

Drag Index

Time to Descend to Sea Level
Drag Reflector

Distance Traveled

GROSS

TO 1F-101(R)G-1

10
15 Minutes

108 Miles

AT-1



T.0. 1F-101(R)G-1

MAXIMUM RANGE DESCENT

IDLE THRUST
AIRPLANE CONFIGURATION 300 KCAS TO MACH 0.85 GUIDE
RF-1D01G OR RF-101H REMARKS
ALL CONFIGURATIONS ENGINE(S): (2) J57-P-13
DRAG |NDEX ICAD STANDARD DAY “:},{/

INDIVIDUALLY NOTED

0-60 ”\;\\

FUEL GRADE: JP-4

DATE: 1 KOVEMBER 1944
FUEL DENSITY: 6.5 L8/GAL

DATA BASIS: ESTIMATED (BASED ON FLIGHT TEST)

i | : 1 1
.

4. Y

PRESSURE ALTITUDE—SEA LEVEL

H K i 1 45 50 1 H
INITIAL GROSS WEIGHT - 1000 POUNDS FUEL USED - 100 POUNDS

DISTANCE-NAUTICAL MILES

Figure AT-1
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T.0. 1F-101(R)G-1

PENETRATION DESCENT

% RPM
AIRPLANE CONFIGURATION 350 KCAS TO MACH 0.81 GUIDE
RF-101G OR RF-101H REMARKS S —
ALL CONFIGURATIONS ENGINE(S): (2) 157-P-13
ICAD STANDARD DAY [ ]

DRAG INDEX
INDIVIDUALLY NOTED

DATE: | NOVEMBER 1944 FUEL GRADE: JP-4
DATA BASIS: ESTIMATED (BASED OM FLIGHT TEST) FUEL DERSITY: 6.5 LB/GAL
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T.0. 1F-101(R)G-1

PENETRATION DESCENT -

82% RPM GUIDE
AIRPLANE CONFIGURATION 350 KCAS TO MACH 0.81 EEEEE——
RF-101C OR RF-101H REMARKS
ALL CONAIGURATIONS o
ENGINE(S): (2) I57-P-13 3 dees
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INDIVIDUALLY NOTED \ IR
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Part 8

LANDING |

TABLE OF CONTENTS

Charts
Landing Speeds . . . « « ¢« « 4 o & &« s AB-3
Landing Distance . . . « . « . « « & & & AB-4

LANDING SPEED CHART

The landing speeds charts (figure A8-1) shows rec-
ommended approach speed curves and touchdown
speed curves for various airplane gross weights.

USE

Enter the chart at estimated landing gross weight.
Proceed vertically to the recommended approach
speed reflector line and project horizontally to the
left scale to read recommended approach speed.
From the intersection of the touchdown speed reflec-
tor line, project horizontally to the left scale and
read recommended touchdown speed.

SAMPLE PROBLEM

A. Estimated Landing Gross Weight 30,000 Lbs.
B. Approach Speed Reflector Line

C. Recommended Approach Speed 168 Kts.
D. Touchdown Speed Reflector Line
E, Recommanded Touchdown Speed 158 Kis.

SAMPLE LANDING SPEEDS

I T Y T e PR TR T

TO 1F-101(R)G-1

Ag-1



TO 1F-101(R)G-1

R e AR ST

SAMPLE MINIMUM LANDING ROLL DISTANCE

000 FEET
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Bessnsnas

LANDING GROUND ROLL

LANDING DISTANCE CHARTS

Landing and ground roll distances (with or without use
of the drag chute, speed brakes, or flaps) are shown
in figure A8-2 and AB8-3, The following conditions
are considered: Temperature, pressure altitude,
gross weight, head or tail winds, and runway condi-
tion readings (RCR). Reler to Landing Speeds (figure
A8-1) for approach and touchdown speeds.

USE

Enter the chart (figure AB-2) at given surface tem-
perature, proceed vertically to intersect station pres-
sure altitude. Proceed horizontally to the estimated
landing gross weight. Descend to the top of the head
or tail wind correction chart. Proceed parallel (o the
wind guide lines to effective wind, Descend directly

to the RCR reflector line corresponding to the existing
runway condition. Read the landing ground roll for a
"standard” configuration on the left hand scale. For

AB-2

a non-standard configuration landing roll, enter the
applicable chart (figure A8-3) at the standard config-
uration landing roll ubtained from [igure A8-2. Pro-
ceed horizontally to the RCR reflector line corre-
sponding to the existing runway condition. Read land-
ing roll distance for the applicable non-standard con-
figuration on the bottom scale.

SAMPLE PROBLEM

A, Temperature 60°F
B. Pressure Allitude Sea Level
C. Estimated Landing Gross Weight 35,000 Lbs.
D. Effective Headwind Applied 20 Kts,
E. Wet Runway Reflector Line RCR-12
(Standard Conf)
F. Landing Ground Roll (Standard 5160 Ft.
Conf)
G. Non-Standard Configuration Without
Drag Chute
H. Wet Runway Reflector Line RCR-12
I. Landing Ground Roll
(Non-Standard Conf) 7700 Tt,

AMPLE MINIMUM LANDING ROLL DISTANCE
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INDICATED AIRSPEED-KNOTS

T.0. 1F-101R)G-1

LANDING SPEEDS

AIRPLANE CONFIGURATION GUIDE

RF-101G OR RF-101H: ALL CONFIGURATICHNS

DATE: 17 OCTOBER 1758

FLAPS EXTEMCED, GEAR DOWN

REMARKS
EMGINE(S): (2) J57-P-13
ICAQ STAMDARD DAY

FUEL GRADE: JF-4

DATA BASIS: ESTIMATED (BASED ON FLIGHT TEST) GROSS WEIGHT-1000 POUNDS FUEL DENSITY: 6.5 LB/GAL
25 30 a5 40 45 50
260 | 1 i 1 1 1 240
250 - 250
240 I i - 240
230 - - 230
|
i
220 - 220
i - 210
210 RECOMMENDED APPROACH SPEED
=
i . | = zm
0 TOUCHDOWN SPEED _ g
| | z
190 - 190 2
| <
| a
180 i - 180 g
170 | 170
| |
{ 1
| i
160 - T - 160
[
150 { - 150
|
] t | | 1 1 4
140 = T ¥ i I, | R L T S S, e S ,, NOTE | 140
: I | L | o | ADD 15 KNOTS TO APPROACH
[ [ [ | SPEFDS FOR SINGIE FNGINE
! | | AND/OR NO FLAP APPROACHES,
130 [ R e D L L L] AND 15 ENOTS 10 MO FLAP L 130
f ; [ [ ‘ ! | LANDING SPEEDS,
| 1 {
| 1
| I [ ; .
120 1 T - T T T T 120
25 30 35 40 45 50
GROSS WEIGHT-1000 POUNDS
RFG-PEDO

Figure A8-1
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T,0, 1F-101(R) G-1

HEADING COMPOMENT - KNOTS

MINIMUM LANDING ROLL DISTANCE

AIRPLANE CONFIGURATION
RF-1016 0R RF-101H: ALL CONFIGURATIONS
FLAPS EXTENDED, GEAR DOWN,
SPEEDBRAKES OPEN, DRAG CHUTE DEPLOYED
AND WHEEL BRAKE OFERATING

DATE: 31 DECEMBER 1964

DATA BASIS: ESTIMATED (BASED ONMFLIGHT TEST)

I
-40 =20

AIR TEMPERATURE -°C
| | | | |

-4 0 40 an 120
AIR TEMPERATURE - °F

u B o

CROSSWIND COMPOMEMNT - KNOTS

OPERATIONAL LIMITS:

a

PERMIT
EE CROS5WIND COMPONENT

2 OR HIGHER ADD A FACTOR OF 10
EXAMPLE: AN RCR OF 16 WILL
TH A 90 DEGREE CROSSWIND

OT-m oram

55 ADD A FACTOR STOTHE

STANDARD LANDING

REMARKS
ENGINE(S): (2] J57-P-13

NOTES:

WHEN LANMDING OVER A 50 FT.
OBSTACLE AT END OF RUNWAY
ADD 1000 FT.TO RUNWAY
LENGTH REQUIRED.

. WHEN LANDING WITH A NOK-
STANDARD CONFIGURATION
READ FOR THE STAMDARD
CONFIGURATION FIRST THEH
ENTER HEXT PAGE FOR THE
AFPLICABLE ADJUSTMENT.

FUEL GRADE: IP-4
FUEL DENSITY: &5 LB/GAL

WIND-KNOTS

P  pn s e
L N wmmuiwww
i 1 1 8

STANDARD CONFIGURATION

LANDING GROUND ROLL - 1000 FEET

=

STANDARD COMFIGURATION

INCLUDES: i
FLAPS
SPEEDBRAKES

CRAG CHUTE
WHEEL BRAKES

Figurc A8-2
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LANDING GROUND ROLL - 1000 FEET

LANDING GROUND ROLL - 1000 FEET

T.0. 1F-101(R)G-1

MINIMUM LANDING ROLL DISTANCE

NON STANDARD LANDING

AIRPLANE CONFIGURATION REMARKS GUIDE
RFE=101G OR RF=101TH ENGINE(S): (2) J57T-P-13 =
ALL CONFIGURATIONS ICAD STANDARD DAY

L GRADE: JP
L DEMSITY: 6.5 LB/GAL

DATE: 31 DECEMBER 1564 Fu
DATA BASIS: ESTIMATED (BASED ON FLIGHT TEST) Fu

NO FLAPS OR
- SPEEDBRAKES

NOTE:

| WHEN LANDING W/ |
i i FLAPS ADD 15 KNOTS .
¢ |AS TO TOUCHDOWH P

STANDARD CONFIGURATION

STANDARD CONFIGURATION

LANDING GROUND ROLL — 1000 FEET

o
[} 5 10 15 0 o 5 10 15 20
LANDING GROUND ROLL - 1000 FEET LANDING GROUND ROLL - 1000 FEET
WITHOUT DRAG CHUTE WITHOUT FLAPS OR SPEED BRAKES
14 y 2 r 14 T 5 ] T ]
Lol e : et s
12 mihsmsiscdebidimieben . : - - 12 EEREENE ;
- NO SPEEDBRAK o Tt v w 1 NO FLAPS, T
- OR DRAG CHUTE bt i bt o -+ SPEEDBRAKES ¢
3 derprerrpprep e e e aa -+ OR DRAG CHUTE R
=SR] S IH ENEER REEQY 4) 2= 19 : I g R ;
S 4 -; + : ot i
> /' 'S LEiid Ty } i
T } 40 Pt H 1 il
E 1 ] alI | i 1 i il bk
z | =z : et 0] e :
S a8 bt Fh NS f
o ¢ Za ¢ i - il :
-4 ox i 4 L i H ! B
g r_g : ¥, 974 : 4
z l.'lz f‘ lf RE! i
< g« . / .
= e LA NOTE: +
g 1 WHEN LANDING W/0 1 ]
2 32 LA B
2 - 2 g WD, o =
. Bt N NIRRT !
i ; B | T
b ° i i H R BB i
0 0 10 20 0 a0

LANDING GROUND ROLL - 1000 FEET
WITHOUT FLAPS, SPEEDBRAKES AND DRAG CHUTE

L AMDING GROUND ROLL - 1000 FEET
WITHOUT CHUTE AND SPEEDBRAKES

RFG-P802 A
Figure AB-3
A8-5/(AB-6 blank)
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TO 1F-101(R)G-1

MISSION PLANNING |

TAKEOFF DATA CARD

The Takeoff Data card is contained in the abbreviated
check list, T.0O. 101(R)G-1CL-1, and the required
parts should be completed during the preflight mis-
sion planning phase. The format of the card provides
a ready reference of: Known conditions, speeds and
runway distances (A through F); Go/No-Go line check
and takeoff speeds and landing immediately after
takeoff data (K through M) in the event an emergency
occurs immediately after takeoff. The Takeoff Data
card should be filled out in the following sequence:

1. Steps A through C are known conditions and
should be compiled prior to filling oul the card.

2, Step D is oblained from the Maximum Refusal
Speed Chart (figure A2-2 or A2-3).

3, Step E is obtained from the Takeoff Distance
Charts (figure A2-4 or A2-5), Single engine
takeoff speed delta ( A ) is also obtained from
this chart and should be noted at this time in
order to compute step J. later on.

4, Step F is obtained [rom the Climb Qut Flight

Path Chart (figures A2-8 and 9).

Steps G and H are obtained from the Velocity

During Takeoff Ground Run Chart (figure A2-6

or A2-17).

6. Step J is obtained by adding the single engine
delta ( A ) airspeed, obtained in step E above,
to the normal takeoff speed. (Step H)

7. Step K is obtained from the Recommended
Minimum Speed Line, plotted in red, on the
Stall Speeds Chart (figure 6-2).

8. Step L is obtained from the Landing Speeds
Chart (figure AB-1).

9, Step M is obtained from the Minimum Landing
Roll Distance Charts (figures A8-2 and AB-3).

o

TAKEOFF DATA

Ft. Field Preasure Al.

(A) runway Length
G Temperature °F

(D) Retusal Speed __IAS

@ Takeoff Dist...... Normal 50 Fi. Obslacle R ®

n®

GO/NO-GO CHECK ... Dist. Speed IAS
NORMAL TAKEOFF ......................Spaed ____IAS
SINGLE ENGINE TAKEQFF ................Speed ____IAS

MINIMUM LEVEL FLIGHT SPEED
® 1.0. Cenfig. IAS Clean Config.

LANDING IMMEDIATELY AFTER TAKEOFF

Approach Speed (Single Engine) — __1AS
Slopping Dislance (Ne Drog Chute) Ft.

1AS

RFG=PRO0A

A9-1/(A9-2 blank)
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TO 1F-101(R)G-1

ALPHABETICAL INDEX

Nota

All text and illustration numbers in this alpha-
betical index refer to page numbers, not para-
graph or figure numbers,
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A Text I1lus. A (Cont)
ABOTE 4 v piw v ¢ wowwrs o a0 s e 3-4 AN/ARN-14 VHF Navigation
Acceleration Limitations . . .. .. 5-5 Receiver (VOR) . . v« v v v ¢ v « &
Accelerometer . . . . .. .. ... . 1-38 AN/ARN-31 Glide Slope Receiver . .
A-C Electrical Power . . . . . . . . 1-20 Angle of Attack Relationship . . . . .
Afterburner "Blowout' During Angle of Attack Relationship . . . . .
Flight o « vin 5 v wiiw s v w ¢ 358 Anti-G Suit Provisions . . . 5 B
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Afterburner Failure . . . ... ... 3-4 APN-153(V) Control-Indicator
Afterburner Nozzle Failure . . . . . 3-5 PATEL o+ s w0 5 0 & e w6 W o
Afterburner Fuel System . ., .. .. 1-11 Approaching the Stmm ........
Afterburner System .. .. .. ... 1-10 Artificial Feel and Trim System . . .
After Landing . . . . . .. ... .. 2-20 ASN-25 Control Panel . . . . .. ..
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Airplane Dimensions., . . . + . . . . 1-1 Aux, Full Fuel Indicator and Test
Airplane Fuel System . .. .. .. 1-11 BUld. o swmmww ¢ w e e s ¢ owen
Airplane Fuel System . .. .. ... 3-13 Auxiliary Tanks Empty Light . . . .
Airplane Gross Weight. . . . . . .. 1-1
Air Refueling. . . . .. ... ... AB-1 B
Air Refueling Prafiles . , . . . .. . A6-3 AB-28
Air Refueling Transfer Time . . . . A6-27 Bak-6 or Bak-9 Barrier . . . . ...
Airspeed and Mach Indicator ... 1-35 Barrier Engagements . . . . . . ..
Airspeed Conversion. . . . . . . . . Al-1 Al-4 BeforeDestantic c « v v ws o oo s
Airspeed Installation Error Before Entering Airplane . . .. ..
Cotreetion « 5 « voowva o« @ w e . Al-1 Al-5 Before Instrument Take-Off . . . ..
Airspeed Limitations . .. .. ... 5-1 Befored Landing . o 4 v v o o ¢ % & s
AlF Stazt: . . v v o cr i o4 s . 3-T 3-6 Before Leaving Airplane . . . . . .,
Altimeter. . . + « + v + v « 4 s+« . 1-35 Before Starting Engines . . . .. ..
Altimeter. . . . . . . ... .. ... 4-14 Before Take-Off . . . . .. .~ ...
Altimeter Installation Error Before Taxiing . . « « v v v s v o 4
Correction . . . .. ... 4 ¢ous Al1-2 | A1-8 Bit Checks (Inflight) . . ... .. ..
Altitude Switeh . . . . . . . . .. .. 4-23 Brake Emergency Operation .. , . . .
AN/AP-153(V) Drift-Speed Brake System, Wheel . ... .. ..
Control-Indicator. . . . . . . . . . 4-31 Brakes, Emergency Hvdrauhc v i
AN/ADPN-159 Radar Altimeter. . . . 4-29 Brakes, Speed . . . . . .. ... .-
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4-26
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Camera Compartment Air
Conditioning System , . . ., . . . .
Camera Compartment Air-
Conditioning System . . . . . . . .
Camera Compartment Overheat . .
Camera Configurations . . . .. ..
Camera Equipment . . . .. .. ..
Camera Terrain Coverage Front
View oo w i s s e s o vw s o ¥
Camera Terrain Coverage Profile
VieW v w0 v s o ¢ e
Canopy . §
Canopy Emergem,y Jettisonn, , . . .
Canopy Knife
Canopy Operating Speeds . . . . . .
Center of Gravity Limitations . . .
Center of Gravity Travel . . . . ..
Chart, Combat Ceiling . . ... ..
Chart, Descent From Optimum
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Altitude to Refuel Altitude. . . . .
Chart, Landing Speed . . . .. . ..
Chabthoa?d 4 4 s w5 s o & @ s ¥
Chapts, CGUMB: . v 2 o0 02 2=
Charts, Descent. . . . . . “ weoE e

Charts, Fuel Consumption During
Air Refueling . . ... ... ...
Charts, Maximum Endurance. . . .
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Charts, Maximum Refusal Speed . .
Charts, Takeoff Distance . . . . . .
Charts, Takeoff Planning . . . . . .
Charts, Veclocity During Takeoff
Ground Run (GO/NO=-GO Line
Chack) - oo w2 s o & 8mim & &
Circuit Breaker Panel
Circuit Breaker Panel . .. .. ..
Clireih) =z s SRk 24256 & = 6 5
CHmb « v v o v v s s v v v b 000
Climb-Out Flight Path . .. .. ..
Cockpit Air Conditioning . . . . . .
Cockpit Air Conditioning and
Pressurization, Normal
Operatianof . . ¢ « ¢ 4 = & = & =
Cockpit Air Conditioning and
Pressurization System . . .. ..
Cockpit Air Conditioning and
Pressurization System,
Emergency Operation of . . . ..
Cockpit Pressure Schedule . . . . .
Cockpit Pressurization . . . , . . .
Cold Weather Operation
Combat Ceiling
Command Radio Operation . . . . .
Command Radio Controls . . . . . 4
Communication and Associated
Electronic Equipment . . . . . . .
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FLIGHT MANUAL AND SAFETY AND OPERATIONAL SUPPLEMENT STATUS
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Flight Manual Revision. It provides a comprehensive listing of the current Flight Manual, Flight Crew Check-
list, and Safety and Operational Supplements. The supplements you receive should follow in sequence and if
you are missing one listed on this page, see your Publications Distribution Officer and get your copy. The ap-
propriate indexes should be checked periodically to make sure you have the latest publications.

CURRENT FLIGHT MANUAL DATE CHANGED
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