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1. REF PARA 9., PLEASE FORWARD YOUR DRAWINGS 4AQ455, 6
ARD 7.

2. REFP PARA 12. HEADQUARTERS INTERESTED IN YOUR STUDV
ON TEE X-15 FACE PLATE HEAT SYSTEM. WOULD APPRECIATE BEING
INFORMED ON YOUR CONCIUSIONS.

3. REF PARA 15. PLEASE ADD TNSTRUCTIONS FOR 1.AP BELT
ENSPECTION TO APPROPRIATE A-12 MANDAL.
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I« DRAWINGS 4AG455, 6 AND 7 1IN MAIL TO YOU.

2. WILL COMPLY.

S« INSTRUCTIONS HAVE BEEN ADDED TO A-12 MANUAL 3 MARCH 1966

BY TDC 24, 25 AND 26.

4, SERVICE BULLETIN 1824 RELEASED FOR A=12 WHICH PROVIDES
SPACERS REFERRED TO IN PARAGRAPH 14 OF -425. |
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FOLLOWING IS A SHUMMARY OF aDP ACTICNS AND COMMZNTS AS REOUIRED

woat

% REFERENCE. 1T IS UNDERSTOOD THAT THESE ITEMS WILL BE

DISCUSSED IN GREATER DETAIL IN THE MEFT INGS wITH_ 25X1A

=0 I -

{o TDC NUMBER 5 REFLECTS REVISED FL.IGHT OPERATING LIMITS

25X1A

FOR THE SR-71 AIRCRAF”. TDC NUMBFR 1) REFLECTS THE REVISED
LEEITS FOR THE SR-71B AIRCRAFT. CONTIMUF CATEGORY I FLYING IS
diING CONDUCTED TO OBTAIN ADDITIONAL I'ATA AS THE BASIS FOR FUTURE
ZAPANSION OF THE FLIGHT OPERATING ENVFLOPE.

2. &DP RECOMMEND:S FOR IMMEDIATE AND INTERIM USE EXPANDED
USE OF THE PITCH TRIM INDICATCR LOCATED ON THE LCWER LEFT CENTER
FORWARD INSTRUMENT PANEL. THIS 1S THE BEST AND MCST RELIABLE
2IRECT INDICATION AVAJLABLE TG THE PILOT AS TO ACTUAL AIRCRAFT
LONGITUDINAL STABILITY. INSTRUCTIONS ¥OR THE MOST EFFECTIVE USE

| SECRET ; °“’ "‘“”‘g
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oF (HE INDICATOR ARE BEING EXPANDED IN o REVISION TO THE =i
{IANDBOOK. FOR LONGER RANGE SOLUTION. WORK IS BEING ACCELERATED

THE IMPFROVED FUEL GAGING SYSTEM. THE INTERCHANGEABLE TANK

FRCEE UNITS HAVE BEEN RECEIVED 4ND ARE 3EING QUALIFICATION TESTED
1T &DP. A COMPLETE SYSTEM FOR INSTALLATION ON CATEGORY I AIRCRAFT
JiLiL BE AVAILABLE IN APRIL. PRODUCTION AND RETROFIT EQUIPMENT
JLYVERIES CAN BE AVAILAFLE IN SEPTEMBER.

Je iN-FLIGHT CAPABILITY FOR FORWARD MOVEMENT COF FUEL
2415TS IN PRESENT CONFIGURATION. TEST INSTALLATION IN CATEGORY I
AZIRCRAFT PERMITS AFT FUEL TRANSFER. OPERATIONAL USF OF AFT
TRANSFER WOULD REQUIRE GREAT CARE TO AVOID INADVERTENT AFT CG
ZXCHRSIONS, IN FACT, IT IS MY DEFINITE OPINION THAT USE OF AFT
TRANSFER OF FUEL I€ QUITE DANGEROUS AND WE HAVE AVGIDED IT
DEFINITELY FOR THIS REASCN.

4. FOLDERS HAVE BEEN PREPARED FOR EACH ADP FLIGHT CREW
ASHMBER AND THESE WILL BE MAINTAINED AND UTILIZED IM THE FUTUFRE
FOR STANDARDIZATICM AND EVALUATION PURPOSES.

5. THE FUEL SCHEDULING FOR VARIOUS PAYLOADS IS OBTAINED BY
PROPER TANX FLOAT VALVE SELECTIONS TO THE "CHRISTMAS TREE®
SYITCHES. CURRENT CATEGORY I FLIGHT TEST ACTIVITIES ARE BEING
CONDUCTED WITH MODIFICATIONS TO THE FUEL SEQUENCING AND CONTRO}
SYSTEM IN AN EFFORT TO DEVELOP MORE PRECISE CG CONTROL. THE
“ROGRESS OF THESE FLIGKET TESTS WILL BE THE BASIS FOR
RECOMMENDATION OF FUTURE IMPROVZIMENTS TO THE FUEL SCHEDULING
SYSTEM.

S SERVICE BULLETINS R=212 AND R-298 ARE BEING ACCOMPLISKED

Approved For Release 2001/08/29 : CIA-RDP71B00590R000100100001-4
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¢ 4Ll AJRCRAFT TO TMFROVE THE #a3TC WIRING RFLIABILITY. A PROGRAM

FUil INCORPORATING RELIABILITY INPROVEMEITS IN THE INLET CONTROL
“OMPUTER AND PRESSURE RATIO TRAMNSDUCERS WAS INITIATED PRIOR TO THE
ACCIDENT » FLIGHT TESTS ARE EVALUATING T% ADDITION GF ALPHA OR G
COMPENSATING CIRCUITS TO INCREASE THE UHSTART MARGIN IN MANEUVERS.
<#E CATEEGORY I PROGRAM DEVELOPMENT WORK ON SPIKE AND BYPASS
CUMEDULES WILL RESULT IN FUTURE RECOMMEIIDATIONS FOR IMPRCVYED
AERODYNAMIC PERFORMANCE AND IMPROVED UNSTART MARGIN.

« THE R=12 FLIGHT LOADING SHEET W L1, BE REVISED TO PROVIDE
{055 CHECK PROCEDURES AND ENTRY OF CALCULATIONS., THIS FLIGHT
LOADING SHEET IS A DEVELOPMENT FROM DD I'ORM 375F FOR THE SR=Tt
VENICLE.

8. ADP HAS REVIEWED DD FORNS 829 Al'D 829-1 FOR ALlL. TEST aND
PRODUCTION AIRCRAFT TO INSURE THAT ENTRIES RELATED TO THE INLFT
UONTROL SYSTEM ARE COMPLETE AND CHRRENT.

# 9. APPROXIMATELY FIFTEEN RELTS WERF GIVEN STATIC AND
DYNAMIC STRENGTH TESTS. AN INCREASE TO STRENGTH OF APPROXIMATELY
¥IFTEEN PERCENT CAN BE OBTAINED BY MINOF MODIFICATIONS
d» REMOVE SHARP CORNERS FROM THE ROLLER BAR.
Bo ADD RADIUS TO THE FLAT METAL FART OF THME RUCKLE
WHERE THE ROLLER PUTS PRESSURY ON THE BELT.
o INSURE THAT THE FLAT METAL POFTION OF THE BUCKLE 1S
STRAIGHT AND PARALLEL TO THE KOLLER RAR.
Jo ADD A THIN NYLON CLOTH LINER TO THE TOP SIDE OF THE
BELT TO REDUCE CUTTING.
YHESE CHANGES ARE SHOWN ON ADP DRAWINGS 4AQ455, 6s AND 7. THEY WILL
LE TRANSMITTED TO YOU FOR YOUR INFORMATION AND ACTIﬂﬂﬁHAS THIS IS A

Approved For Release 2001/08/29 : CIA-RDP71B00590R000100100001-4
Sa2CeRrR =T



’

App?oXéd For@please 2001/08/29 : CIA-RDP71 80059®001 00100001-4

AR RO - L e TEe S A Ol ) T amae s
Lawifia @ Ay X A ' ’ o T C X
A e
jab

o 13. THI STABTLIZED SEAT DEVELOFMINT 1S CONTINUTNG, WITH
FRODULT 0N INCORPORATION SCHENULED AT SRRIAL 2017. RETROFIT XITS
5FE AUTHORIZED,

P tle THL OXYGEN HOSES WILI BE REMGYED FROM THE FRONT OF THE
SUIT AS A PART OF THE SUTT IMFROVENFN™ CHANGES COORDINATED HITH THE
SEABYLIZED SEAT CHANGE. ‘

-~ 12- ADP IS CURRENTLY INVESTIGATIIG THE X=1S FACE PLATE HEAT
SY5TiMe THE RESULTS OF THESE TESTS WIIL BE REPORTED AS BASIS FOR
FUTURT CHANGE.

i3 ADP DOES NOT FAVOR AUTOMATIC SFAT EJECTION FOR REASONS

“ o0 INVOLVED TO DISCUSS KEREIN. HOWEVER, OUR STUDY DOES INDYCATE

THAT IT IS PROBABLY DESTRABLE TO TIE FRONT AND REAR EJECTION

SYSTEMS TOGETHER SO THAT REAR MAN IS ¢UTOMATICALLY EJECTED #BOUT

ONE SECOND AFTER PILOT FJECTS. THIS 1€ FXTEMELY 14PORTANT FOR

MO ALTITUDE EJECTIONS. IT COULD BE SET UP WITH & MANUAL SKHUTOFF

AYAILABLE TO THE FCO JF DESIRED.

P i4. ADP IS DESTIGNING SPACERS WHICH WILL PROVIDE SELEGTIVE
UREW ADJUSTMENT IN SEAT POSITION, BACK POSITION A4D HEAD REST
POSITION. IT IS PROPOSED TO AUTHORIZE THE SFLECTIVE USE OF THESE
“PACERS TO BE FITTED AND CONTROLLED BY THE PHYSIO).0GTCAL EQUIPMENT
CFFICER. THE PROPOSAL WILL BE SURMITTED TO SPO SHORTLY.

s LAP BELT INSPECTION. INSTRUCTIONS ARE PE'NG ADDED TG THE
SR=71 -G WANUAL FOR PERFORMANCE OF PREFLIGHT LAP RELT INSPECTION.

END OF MESSAGE
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SN: 61-7952
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Hei,dqurtorn United iates. M.:r l‘oru
' Wuhington, D.U ‘

"‘Lattar ‘of Tx-anmittul, mJor Aircrm Aucldunt
Involving Desert Queen Aircraft, 25 Jlauu':r 1965,
Hox-ehcut of Tucumeu-i Hw Mexlco g

’AFIAS, Norton APD :
'APFIC (FTTA), Edvards AFB -
EAC through 15AF Offuts AFB
" ASD (Aszn). m’m Ohio
‘AFRDR

1ar Thin r-port 1ia ‘t‘ro.nmiﬁ.cd in Accordanco wnh"'spooihi instructions -
. regarding Desert Queen aireraft, Depaximent of Defense latter, Deputy ..
Inzxgector Gemul. Nartun AI‘B. cnlirornh tmm-r). atoa "h Junuuv
A9

-ASD (ASEB, cal 'remploton all cophn) wil) initinte cctim An
accordansy vith paragraph 19, AFR 127-h and forward the 1ndorument
to: Dirontornto of Aaronpncc Bataty (AJ'IAB-?.

3- 151\?‘ rpr 661 Bi.mp:on .n nopiaa will revicw the npnrt ma rorura
to BAC for Dosp 001 anlin copiqn, for rwiw and ﬁ.h. el

k.a This” nport h olnuﬂm ﬂtcm as ‘it
‘mation pertaining to Desert Queoen sireraft, When the attached report
in rommd,, j;hil muy be- dmm;rmd to uncmum_m

s e g
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USAF ACCIDENT/INCIDENT REPORT

O

pplicabl aot
takes o obiain the required ottachment,

Orders Appolnting Investigating Board, eic. Tobs will be omitted on those Hems net opplicoble.

ot 5«‘%9 8
5 CHECKLIST AND INDEX &8

A|AFFORMTN 4 K

B mbierRM '

€ | AF FORM 711b

D | AF FORM 711c

EleAbboRM-Zild

P hebni0RMIL

G b ORI

‘W | AF FORM 711g

1 | UNSATISFACTORY REPORT

) | TEARDOWN DEFICIENCY REPORT

K | LIST OF TECHNICAL ORDERS NOT COMPLIED WITH ~
L | AFTO FORMS 781 SERIES

M | AF FORM 5 ~
N | STATEMENTS =

o M"Alc A

P | ORDERS APPOINTING INVESTIGATING BOARD -

Q | BOARD PROCEEDINGS -

R .| DD FORM 175 OR DD FORM 1080 . =~
s | DD FORM 365 (Weight and Balance Clearance Form F) j:_
T | STATEMENT OF DAMAGE T0 PRIVATE PROPERTY =~
U | CERTIFICATE OF DAMAGE (List of Parts Dumaged), MANHOURS REQUIRED TO REPAIR, AND COST %;

TRANSCRIPTS OF RECORDED COMMUNICATIONS %

W | ANY ADDITIONAL SUBSTANTIATING DATA REPORTS ;;\{
X |OTHERASEORME-{Euiivssmand-ConsumplionRopasiop-tie)- =
Y | DIAGRAMS (Fall Out—Impact Areo, Etc) ~
1 | PHOTOGRAPHS

Wh “Appl bt hed" column Is marked for any of the above NHems, lnbmu'lonmﬂblmmdmdunm‘blndmwmmhmmwwmh

Lettered tabs shown above will be inserted for corresponding ettached ems, Loy Tob N.vdll atways be used for Statements, Tob P for

REMARKS:
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A. HISTORY OF FLIGHT '

On Tuesd January 25, 1966, Lockheed Aircraft Corporation Pilot
took off at 11:20 PST in SR-71 S§/N 2003

for the purpose of a Category I Test. The alrcraft was gueled to 136,
000 pounds gross weight and a center-of-gravity of 21.4%c. Take-off,
climb and acceleration were normal. The Noah and Eli route was followed.
During the first leg, prior to the IFR, everything was satisfactory with
the following exceptions: the aircraft seemed to require excessive nose
up trim in cruise, the Auto-Nav overshot its 35° bank limit to 40° in a
left turn, end during the last two turns in this leg the pilot was re-
quired to hold back stick due to insufficient manual trim and while holding
back stick noticed the stick pulsing in roll. In an attempt to reduce the
nose-up trim requirements, the pilot used crossfeed for approximately five
minutes, The pllot reported no effect upon C.G., but,based on fuel tank
readings from the dictet, the C.G. actually moved forward approximately
two percent, thus aggravating the up-trim condition during the rest of

‘the cruise. The overshoot in bank angle and the stick nibble in roll,

although undesirable, have been experienced frequently in other SR-Tls.
The overshoot in bank angle is due to slight mistrims in roll and the
stick nibble is due to control system friction being nearly equal in
magnitude to the low breakout forces in roll.

The descent to the tanker and the subsequent refueling was normal.
The aircraft was refueled until 80,000 pounds of fuel was aboard. The
gross weight and C.G. off the tanker was 137,000 pounds and.?2l.h%c,
respectively:. The acceleration toward Dalhart was uneventful until at
approximately Mach 2.9 the aircraft, while in Auto-Nav, rolled into a
10 = 15° right bank. The pilot initially thought this to be an Auto-Nav
malfunction. However, upon checking other instruments, he determined
that the right forward bypass door had opened. He went to manual on
the door and closed it. The Auto-Nav then rolled him back on course.
The acceleration was continued to Mach 3.2. At 3.2, the pilot noticed
the CIT 1imit of 400° was being exceeded and Mach number was reduced slightly.
Just short of the Dalhart turn, fuel remaining was reported as 42,200
pounds, xielding a8 gross welght of approximately 100,000 pounds and a C.G.
of 26.7%c based on the automatic fuel sequencing. In preparation for
the turn at Dalhart, the engine fuel flow was boosted from 18000 - 19000
PPH to 21600 PPH to minimize the altitude loss in the turn. As the turn
was initiated by the Auto-Nav, the pilot started to open the right hand
door to provide an unstart margin. At this time, the conditions were
approximately Mach 3.17 and BEESMEEESEANE fcet. In the 35° banked 25X1A
turn, an unstart on the right hand side was experienced which immediately
rolled the sireraft up to 60° right bank., Pilot corrective action stopped
the roll at 60° but seemed insufficient to roll the aircraft level. The
pilot continued to apply additional roll correction without effect as
well es a pitch down correction to reduce angle-of-attack. However, at
this time, the nose started coming up rapidly with the pilot realizing he
was in pitch up. The pilot indicated he recalled planning on staying
with the shlp as long as possible and made no conscious effort to eject.
The pilot blacked out. He regained total consciousness while falling
but was unable to see because his visor was iced up. When his main chute
opened, he raised his visor and sav |l svout one-fourth of a mile 25X1A
away, descending in his chute and the aircraft burning about five miles
avay. The pilot suffered minor bruises and a minor cut on the bridge of

~ his nose. The RSO was dead of a broken neck.
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B. INVESTIGATION AND ANALYSIS

The wreck was strewn over an area approximately 16 miles long and
five miles wide near Mosquero, New Mexico. The main portion of the
vehicle, the complete wing and fuselage aft of Fuselage Station 550,
landed upright furtherest east. The forebody forward of Fuselage Station
550 landed inverted approximately eight miles west of the main body.

TR
aREL

" Examination of the wreck revealed thé following‘ﬁeffinenﬁ items:

1. The front seat was still in the forebody. BSeat belt and
shoulder harness broken. . : :

2, The rear seat had been ej?cted.

3. Both canopies had ejected.

b,  CITs were 365° ana 372°.

5. [EGTs were: LH - 808°, RH - B838°,

6. Hydro system pressures were 3150, 3200, 3150 und‘3500 psi.

T 'Spikes auto. |

8. Puel 38,100 1bs.

9. TDI altitudes 77,50, 77,600 feet.

10, TDI Mach 0.37, 2.51.

11, TDI KEAS 36 :
; 12, fDI TAS 1716

13. Angle-of-attack 15.5°

14, Pitch trim actuator 2.8° T.E. up.

15. The forebody broke in the upward direction,

16. The Dictet was intact.

17. The EMR recorder was intact. E

18. The right engine threw blades through the nacelle.

The dictet tape verified many of the items discussed previously which had
been taken primarily from the pilot's debriefing. However, one discrepancy

was that the dictet indicated the last pitch trim reading immediately prior to

the accident was 4,5° 7.E. up. This must be discounted as being in error
on the following basis: In pilot debriefing, he recalled 2.5° T.E, up.
The trim actuator indicated 2.8° T.E. up upon loss of power. Piteh trim

prior to reaching Mach 3.0 from the dictet indicated 3.0° T.E. up. Increasing

Mach number would reduce the required trim angle unless the C.G. had moved
forward by an spprecisble amount. 2.5° T.E. up trim matches the predicted
trim requirements for the flight conditions.
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Structural enalysis of the wreck indicated the lower longeron of the
forebody failed in tension whereas the upper longeron failed in compression.

The forebody, once it broke loose, was aft end into the wind, the
internal chine area became pressurized to +5 psi in a fraction of a second.
This pressure is sufficient to blow off the chine panels in the area of

the external canopy jettison handle and thus rip the handle loose. Inspection

indicated the chine panels to have failed in this direction as well as
having ripped the handle loose. Evidence showed that both canopies, as

a result, jettisoned. The high negative load factors, in conjunction with
the onset rate with the added possibility of deployment of the drogue
chute, literally ripped the pilot out of the forebody. Wind blast on the

seat belt which accompanied the pilot after being torn from the seat actuated

the automatic sequencing of the chute system. The seme loads were applied
to the RSO; however, the rear seat had been fired. Evidence showed the "T"
handle to have been pulled, but by what force cannot be positively stated.
If the ejection occurred at the ‘time of peak positive g's, a load in excess
of 30 g's would have been applied while the RSO was in & head down position.

After the forebody broke awsy, the aft section of the vehicle would
have been stable and would have fallen away from the forebody. However,
the rapid tumbling of the forebody would have precluded any large vertical
separation and sufficient contact could have been made to knock the aft
tailcone off the fuselage. The final motion of the aft body once it had
slowed to subsonic speeds would be a flat spin as evidenced by witness
reports and inspection of the impact area.

The condition of the right engine, melted blades, holes in the nacelle,
etc., are attributed to over-temperature of the engine after breakup of
the vehicle, since the EGTs were normal upon loss of power.

The above information is derived from evidence availesble from the
wreck, pllot comments in debriefing, dictet notes and witness reports,
and, in lerge part, except for the initial summary of the flight, deal
with the results of the accident rather than the cause. Analysis of the
Pertinent data available from the EMR recorder,in conjunction with a
knowledge of the flight conditions,yields an insight into the sequence
of events leading up to loss of control of the aircraft.

The pitch stability of the aircraft at the reported flight conditions
end at the C.G. verified by the reported trim elevon angle requirement,
would be as follows: The basic vehicle without stability augmentation
would be neutrally stable in 1 "g" level flight and would become unstable
at load factors sbove 1 "g". The instability becomes progressively worse
with increasing load factor. However,.the pitch stability autmentation
system provides an apparent increase in stebility. This increase in
8tability would have precluded a divergency in pitch (pitch-up) even under
the aft C.G. condition that existed providing that the load factor did not
exceed 1.6 g's. In addition, the SAS would have substantially slowed the
divergence until its authority limit was reached at 2.5 g's; however, the
SAS would not have stopped the divergence once T.5° angle-of-attack had
been exceeded. The pertinent data obtained from the EMR provides pitch
attitude, roll attitude, time, heading and altitude. Analysis of this
data and, in particular, comparison of the data during the last turn rela-
tive to earlier turns during the flight show the following: During the
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early turns, pitch attitude varied by, at most, 1°; whereas, during the
last turn, pitch attitude showed & continual buildup during the roll into
the turn as far as the data was available., It seems apparent from the data
that the pilot flying the aireraft in the plitch axis instinctively pulled
the nose up as he rolled into the turn. The pitch rate at this time is so
- insidious, it may easily escape the pilot's attention. With the unstart

‘ occurring at aspproximately the same time as the SAS runs out of suthority, -
loss of pitch control became a certainty.

A series of tests were conducted on 1 and 2 February 1966 using the SR=T1
Flight Simulator at Beale AFB. The purpose of these tests was an attempt
to duplicate the aircraft and flight conditions which existed at the time
of the accident and the meneuvers which resulted in loss of control in order
to determine the reason for loas of control and whether or not it could have
been prevented.

- 25X1A

Test conditions were as follows: Aircraft gross weight 100,000 poundsj
speed 3.15 Mach; altitude N feet; 35° right bank in a shallow climb;
right forward inlet bypass doors set manually to match the left CIP, Each
pilot flew one test at 25% CG, 26% CG and 27% CG. After initial conditions
were established, the right inlet was unstarted and the pilot attempted to '
recover the aircraft from the ensuing maneuvers. Data from the tests
was recorded and can be seen in a separate report in Tab W. In general,
the results of the tests showed that, at 25% CG, little difficulty wes
encountered in recovering the aircraft; at 26% CG, recovery was marginal;
and, at 27% CG, recovery either could not be effected or, if a momentary
recovery was effected, the aircraft was lost immediately when the pilot's
attention was diverted momentarily from the task of maintaining pitch control.
“25X1A stated that the simulator test at 27% CG appeared to duplicate

. very closely the maneuvers which resulted in his loss of control in the
actual alrcraft. .

25X1A -

Further tests were conducted at the 27% CG condition with the following
results: (1) With zero pitch rate, an angle-of-attack of 10 1/2° could be
meintained with full forward stick. (2) Above 10 1/2° angle-of-attack, a
zero pitch rate could not be maintained with full forward stick and the angle-
of-attack continued to insrease. (3) With a pitch rate of less than 1° per -
second, the aircraft would continue to putch up, out of control, if full
forward stick was applied after 7 1/2° angle-of-attack had been exceeded
(NOTE: At these flight conditions, the angle-of-attack was 4 1/2° for
level flight and 6° in a 35° bank). (U4) Pitch rates in excess of 1° per
second resulted in immediate loss of control. (5) By giving maximum
attention to the angle-of-attack and pitch attitude, the aircraft could be
controlled; however, a momentary distraction from these instruments resulted
in loss of control. (6) Pitch rates and angles-of-attack,which would cause
loss of control, were so small that they were not readily apparent to the
pilot during e normal instrument cross-check, Additional tests were con=-

. ducted with the pitch stability augmentation system failed and, although
the aircraft wes more difficult to control, the results at each CG vere

essentially the same,
SECRET
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AF Form T1l (Continued)

SECRET

SPECIAL HANDLING REQUIREPR

The general opinion of the pilots participating in these testS Was that
the Simulator accurately depicts the aircraft handling qualities and flight
characteristics in all areas except roll response. The roll respcnse to & roll
commend was felt to be too high. However, they were unanimous in their
opinion that this did not affect the validity of the tests. The SR-T1
Flight Simulator employs two Mark I digital computers for continuous solving
of flight, propulsion, navigation, communication and accessory equations
to achieve as close a simulator-to-airecraft performance relationship as
possible. The Mark I computer receives snalog and Boolean inputs from the
cockpit controls and switches, converts the analog inputs to digital form,
performs the reauired computations, and converts the results into analog
signals. These signals control the Simulator to provide realistic response
in accordance with the aircraft's performance characteristies. The coékpit
controls, switches and displays are exact duplicates of the aireraft. A
motion system imparts a realistic sensation of f£light maneuvers.

One final conclusion based upon the evidence avallable is that

the pressure suit provides excellent protection for the man ejecting at
high Mach numbers and altitudes.
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AF Form 711 (Continued)

C.  FINDINGS SECRET
SPESLAL Y iai i IMG REQUIRED
1. Primary Cause: The primary cause of this accident was a miscel-
laneous unsafe conditon in that the aircraft was flown into a statically
unstable regime in which a disturbance in the pitch axis resulted in develop-
ment of a pitch rate which could not be controlled.

.. 2, Additional Findings:

&. There is no accurate and direct means to show the pilot CG
location, nor are there provisions for manually moving fuel
rapidly aft, as well as forward, to set a desired (G for
various flight conditions.

“

b, There is no standardization/evaluation program in effect
for Lockheed Californis Company ADP pilots, nor are adequate
- records of flying activity and training being maintained.

c¢. The pilot and RSO operated the aircraft in accordance with

-~ Flight Manual procedures and the test plan from time of
entering the cotkpit until the aircraft became uncontrol-
leble. i

d. The eircraft fuel system was not programming as desired during®
the first phase of the flight. Subsequent to serial refueling,
it appears that it was progremming in accordance with the pre-
set schedule.

e, The aircraft entered a turn using an Auto-Nav programmed 35°
bank at 3.15 Mach and 77,842 feet altitude. CG was approxi-
mately 26.7%.which is aft of the authorized aft limit of_ 26.5%"
for supersonic flight. The right engine unstarted shortly
after the turn. The right inlet unstarted from an undetermined
cause,

£, The aircraft did not respond to aileron forces to correct the'’

bank nor did it respond to forward astick forces to lower the .

piteh attitude and decrease angle-of-attack. 'A pltch.rate ..

A}“;‘v ¢ developed, the aircraft pitched-up and began to disintegrate
A due to forces beyond the design criteria.

8. The structural breakup at fuselage station 535 is a result
of exceeding structural design limits due to aircraft
longitudinel instability in pitch-up end is a secondary
failure.

h. The engines were operating in mid-afterburner range at the
time of the accident and did not contribute to the accident;
however, pilot distraction, caused by manual operation of
the right forward inlet doors and subsequent unstart, could
have contributed to the loss of control.

i. DD Form 365F is not used nor is there an equivalent form in
use for recording weight end balance data. A form titled:
"R-12 Flight loading Sheet", is used to record loading of all
serviced items with resulting gross welght and CG. The form
does not provide cross-check procedure for fuel loading to
assure deisred loading and distribution in the aircraft.
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k.

l.

n.

O,

P

q.

r.

SECRET

SPECIAL HANDLING REQUIRED

The Flight Control System did not malfunction nor did it
contribute to this accident.

Maintenance factors and non-compliance with Service Bulletins d4id
not contribute to this accident.

The pilot's 1lap belt sheared bilaterally in the area of
adjustment.

The injuries that the RSO sustained indicate that he had
uwndergone & high rate of spin.

One of the oxygen hoses on the pilot's suit was broken off
at the solder Joint. The solder joint on the other hose
was severely weakened and separated while being leek-checked.

The pilot's face plate iced over during the free fall thus
obscuring vision.

Sublexation of the RSO's skull on the first cervical vertebrae
which is felt to be due to enterior-posterior forces in which
the neck was immobilized and the head was allowed to move.

It is felt that the pilot's lap belt sheared at a force
less than specified in the military specifications due to
the sharp edges on the knurled adjustment.

Neither the pilot nor the RSO initiated the ejection sequence.

D. RECOMMENDATIONS:

1.

.
6.
.

Aircraft CG, speed and altitude limitations should be changed to
provide a greater safety margin until proper flight parameters,
procedures and equipment are studied and necessary changes made
to provide a safe operating envelope.

An accurate, direct reading CG indicating system should be
installed in both cockpits to show the crew exact CG location.

The fuel system should be modified to allow rapid aft, as well as
forwvard, movement of fuel in order to establish optimum CG for
the flight conditions.

A standardization/evaluation program should be established for
Lockheed ADP pilots and crew members, and adequate records of
flying snd training maintained.

Fuel system scheduling be revised to maintain aireraft CG limits
during Mach 3+ flight.

Automatic inlet control relisbility be improved.

The R-12 Flight Loading Sheet should be revised to provide cross- -
check procedures for fuel loading to assure that the desired

fuel quantity is loaded and distributed properly. The revised
form should also provide for computation end recording of
necessary weight and balance data. DD Form 365F should be used,
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SECRET

SPECIAL b atv o o UiRED

LAC review their asircraft records on DD Forms 829 and 829-1, 3
reference Spike Assembly, to insure that the data recorded is
correct and current. .

" The Project Suppdrt Office and the Engine Manufacturer conduct a

study to provide more accurate configuration control of all
engines.

Redesign the knurled roller bar on the lap belt adjustment to
eliminate the sharp edges on each end.

Remove the stabilization chute from the man and utilize a stabilized
seat as soon as possible,

Remove the oxygen hoses from the front of the existing suits as
soon as possible. Modify them to a more modern configuration,

Provide bailout face plate heat.

A study should be made to determine the feasibility of an auto-
matic ejection system under high altitude breakup conditions.

A means be developed immediately to insure that all crev members
can reach the hgadrest regardless of torso height,

The lap belt should be inspected prior to each flight for general
condition. ' '
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USAF ACCIDENT/INCIDENT REPORT

(i In all spaces opplicable, I odditional spoce It nesded, ure odditional sheel(s}.)

1. DATE OF OCCURRENCE (Year, month and day) |2, VEHICLE{S)/MATERIEL INVOLVED 3. FOR GROUND ACCIDENTS ONLY
{TMS & Serial Nr., If applicable) {Base Code ond Report Serlal Nr.)

1966, Jan, 25, Tuesday | SR~71, SN 61=7952 (#2003) N/A

4, PLACE OF OCCURREMCE: STATE, COUNTY, DISTANCE AND DIRECTION FROM NEAREST TOWN, IFON ° |5, HOUR AND TIME ZONE LOCAL | 6,

BASE, IDENTIFY, |F OFF BASE GIVE DISTANCE FROM NEAREST BASE. 3F m DAY D NIGHT
New Mexico, Harding, 107 mi, 350 True, Cannon AFB 1432 MST [ oawn [ ouse
7. ORGANIZATION POSSESSING OWNING YEHICLE OR MATERIEL AT TIME OF MISHAP

Major C d Suvb d or AP . Alr Diviston Wing Grovp Squodron or Unit Name end Base Code
# Wright-
ASD(ASZB - - - -
AFSC (AsZB) Pat. AFB
8, (List organlzations of second vehicle, If they differ from liem 7 obowe)

9. BASE AND COMMAND SUBMITTING REPORT (Do not Abbreviate)

Directorate of Aerospace Safety, Norton Air Force Base, California

10, LIST OF PERSONNEL DIREC'I'I.Y INVOLVED

(For alrcraft Include np-rolor and all other parsons whether In plane or not, If more spoce s required to list oll parionnsl, use additlonal sheet(s).)

Last Nome First Nome Ml Grade Service No. Assigned Duly R:l.":o 1o 'n ;:I'S:luul
Civ - Pilot - Minor
Clv - RSO - Fatal

L

T

11, NARRATIVE DESCRIPTION OF ACCIDENT) Glve a detalled history of Rlght, or chronalopical order of facts and clrcumitances lecding fo the mishap a1 opplicable, the results of
Investigation and analysis fo Include discussien of all cause factors listed, Andings, and dallons, end any oction taken,  (Confinue on reverse, If more space needed.)

SEE ATTACHED PAGES FOR:

A, History of Flight

B, Investigation and Analysis
C. Findings

D, Recommendations

Individual Group reports are in Tab "wn

# Main Wreckage - 17L4° True, 7 1 am from Bueyeros, New Mexico
Nose Section = 228° Trus, 6.9 sm from Busyeros, New Mexico

#AIRCRAFT BAILED TO LOCKHEED-CALIFORNIA COMPANY

12, AUTHENTICATION
-CERTIFICATION BY (Titla) TYPED NAME AND GRADE siG DATE .
RECORDER Donald R. James W / /{un.u/ 2 Feb 66
AF p’.oc":z 7] l PREVIOUS EDITION OF THi$ FORM IS OBSOLETE. " .8, WIIIIII' PRINTING OFFICE ) {938 OP —400NATY
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The foregoing findings and recommendations were approved
by the following members of the &ccldent board coordinating
group.

JAMES G FUSSELL ORACE A TEAF

Colonel, USAF Colonel, US
Board President ' Special Advisor
' - WG

AN D ROTHWELL! F DANIEL
Lt Col, USAF ) Lt Col, USAF :
Investigating Officer - Pllot Member

ﬁ C GORDON, ?< ROBERT E MATEJ

t Col, USAF . Major, USAF

Material Fgotpra Flight Surgeon
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AIRCRAFT ACCIDENT/INCIDENT REPORT
To be flled out for principal alrcraft involved, [ Appropriate blocks only should be filled out on secondary alrcraft.)
1. ACCIDENT/INCIDENT CLASSIFICATION { Check one)
Flight Accident Resulting In Alrcraft Damage D Accldant Not Resulling In Alrcraft Domage D
Alreral Non-flight Acclden! O O Alr Force Alrcralt Tncldent ‘ [
"2, Alrcraft/Serlal Number 3. Type, Modsl, Serles, Block No, 4. Asnsignment/Status Code (AFM 85-110)
617952 SR-TL #2003 EB

8. if alrcraft wos baing ferried or delivered indicate galning and losing organizations, date of tranifer, vliimate destination,

Not applicable.

4. CLEARANCE:
om_Edwards AIB | Edwards AFB |___Round-robin flight
7. Pileds
veR VER— ON TOP trr__X Local Othar. Direct Alrways {Controlled)
8. Flight reference ot time of accident 9. Duration of Flight | 10, Misslon of fiight
1 Hrs, Mins.
nstrument
conba__ X pu sim Othar Unk 2 | 12 | Category I scnsor test,
T, atmrupe | Cleared AR, WSk Al!l'vdobubuvo Yerrain acdt 1= | Altitude MSL Impaci point | Highest altitude MSL flown T?&MW
De | Above ILEOR |™ess7, 182 4, 1680 &, 82,685, |, 1s000, 1o5Y ey
12, Fire ond sxplosion data 13, Airfleld datar Applicable lo takeoft and landing accidents occurring within 2 mites of airfleld
a, Fre Field elevation In vse . Composition of mwy, Asphalt e,  Concrote e,
None_— InﬂlgM_Oround.x_ Length of runway In uie n Other (Specify)
Result of grd. Impact? ‘Icl.x. NOwae Length of overrun . Composltion of overrun (Specify)
b, Explosiom Distance of touchdown from runway M. Burface condilion, Dry e Woleee 1Yo
None 22_ Inflight — Ground — Heading of runway ° Other (Specify)
Resultof grd. mpact? YerNo—— CondHi! fecting ) 0.9, type of 1 t or lighting approach ald used, ok lons, barrler, olrspesd, gross
welght, forced landing

VAy (If answer Is "Yes,” to either question, discuss under item 11, AF Form 711)
Yiolations D Yos M No Breaches of alr disclpline D Yoo E No
15, PHASE OF OPERATION: e.y. take off roll, Initial climb, normal flight, acrobatics, 18, TYPE OF ACCIDENT: e.g. gear-up landing, mid-air collision, ebandoned aircraft,
hoot 1

landing approach, flarscut fire or explosion In flight, und
Supersgonic cruise at design speed. Adlrframe failure inflight.
17, WEATHER AT TIME AND PLACE OF ACCIDENT: (If @ factor in the accident, attach of weather oﬁm}]_35 MST, Tucumcard, N, M,
Sky conditions Viibllity Wind diraction and velocity Temparature Dew polnt Alt, setting Othar weolher condifions
Clear 20 070/11 29°F 18°F | 30,06 None
PILOT(S) INVOLVED (FLIGHT CREW)

18, OPERATOR (Person at controls at time of accident)

) 25X1A
Front B Kok Seat __X___ Rear or Right Seat AC [ [ X CP, Other (Specify)
d. ASSIGNED ORGANIZATION
Major Commond Subcommand or AR Alr Division Wing Grovp Squodren or Unit Sate
TLOCKIDVED CALTFORNIA| COMPANY Burbank, Calif.
o, ATTACHED ORGANIZATION FOR FLYING
fajor Command Subcommand or AP Al Divislon Wing Croup Squadron or Unlt Base
ADVANCED DEVELOPMENY PROJECT (LfAC-ADP) : Burbank, Callf,
f. ORIGINAL AERONAUTICAL RATING g. PRESENT AERONAUTICAL RATING h. INSTRUMENT CARD I AFSC
AND DATE RECEIVED AND DATE RECEIVED Type ATR Primary
Y
Pilot July 1952 FAA~ATR March 1961 Date of explration 4108110110 Duty
19, OTHER PILOT .
. LAST NAME (Jr., I, o)) FIRST NAME  MIDDLE NAME ] GRADE COMPONENT SERVICE NUMOER NATIONALITY YR, OF BIRTH
b, POSITION IN AIRCRAFT AT TIME OF ACCIDENT ¢ ASSIGNED DUTY ON FLIGHT ORDER
" Front or Left Seat Rear o Right Seat Othar. AC 3 ) cP, Other (Specify)
d. ASSIGNED ORGANIZATION
Malor Command |  Subcommand or AP Alr Divisien Wing Group 8quadron or Unhi Baw
e, ATTACHED ORGANIZATION FOR FLYING
Malor Command { Subcommand or A® Alr Divivien Wing Grovp Squadron or Unit Bore
f, ORIGINAL AERONAUTICAL RATING g PRESENT AERONAUTICAL RATING h. INSTRUMENT CARD 1. AFSC
Type Peimary.
Date of explrat! Duty.

NOTE: IF MORE THAN TWO PILOTS ARE INVOLVED (PLIGHT CREW) REPORT SAME INFORMATION REQUIRED ON ADDITIONAL SHEET FOR EACH.
AF FORM 7" ‘lb PREVIOUS EDITION OF THIS FORM IS OBSOLETE,
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20. FLYING EXPERIENCE (Attach copy of AT Form 3 for Piloi(1) involved as ontlined In AFR 127-4.)
ASSIGNED DUTY ON FLIGHT ORDERS: Pllot Co-Pilot Inat. Pllot Ach, Cmdr. Student Pilol
(Give lass names only.  Liwp all Jight times to mearess bowr.) 25X1A
a :,,{.::"r}’y::; :.’:.:;.) :(lnrhtiin[ AF time, siudent and other 3, 57732 5
b, Total Jet Time: 2,112:10
e Total 13t Pilot/IP hours, all Alrcraf ‘_QQQGB 520
d, Tatal Weothsr Instrumant Hourss . Yo record
. Total 13t Pilot/IP hours this Models 70:30
t Tofal 13t Pilot/IP hours last 90 Doyss 2).10
g Total Tat Pilot/IP hours last 90 Days this Models 233 05
h. Totol 1t Pilot/IP hours weather and hood last 90 Doys No‘ record
1. Total Pllot hours night last 90 Dayse None
I Tota! Pilot hours last 30 Days
k. Total 13t Pilot/IP hours last 30 Days h 325
I, Total st Pilot/IP hours kast 30 Days.this Models L:25
m. Date and Duration tast previous fiight this Models 19 Jan 66 1315
n, Date of last proficiency fight checks o Te chd
2t CAUSATIVE AGENCY
Coure Factors { Chech one primary and all applicable contributing and probable factors.) Primary Contribuling Proboble
Primary Contribuling Probable | OTher Personne!
Oparaton (Specify)
Pilot
Co-Pllot Moterle! Fallure or Malfunction
Controller (Drones) Englnm
Crewmembers ( Other than Operalor) Alrframe
(Specify) Landing Gear
Other (Specify)
Supervisary Personnel
i (Specify) Alrbase or Alrwaya
Waather
Malntenance Personnel Mise, Unsofe Conditlons JEESEITS
Type of per. and orgn, tevel (fnﬂﬁﬁﬁ_{ﬁﬂx“ X
10, statically unstable regime
| s
I 22 DAMAOGE
Damage to Aircroft Damags Seyond Economical Repalr | Manhours lo Repair Cout (Bst.)
m Dastroyed D Minor
D Substantlal D None E Yoo D No N‘. s
Dascription of Damage { Describe briefly exient of damags to afrcraft and any properly damage incurred)
. Mreraft totally destroyed (See Teb U) ) .
‘ » 25X1A
Damage to private property (See Tab T)
# *
23, : i 1 AUTHENTICATION { Signature .i:ul gr:]n;) . 1& \ - -/ / )/}‘ -
president James G Fusselly ) f LIS Accident Invajigayon Pt o 1. L}D %_\_t* -
Colonel, USAT - &"W)J Y ittt 5L 1t Col, USAF (fird) e alis
|| MeintererpeifeeC, Gordon ,Od‘{/ Z Q Medical OMREbert B Matejkacy‘ d
| - Lt Col, USAF hey L : ﬁ - Major, USAF ALY / "( 7)/”47“:1 %
CS Representative v 'S Repretgntative
i 7/ /4 "R A
ember {Jalter F, Dandel , / /' [ /9 "~ /7 |™="" Donald R. James fy 77 {
Lt Col, USAF i % A,m./ Major, USAF M A 2O

AF e 711b

w U5, QOVERNMENT PAINTING OPFICE ) 1983 0'—“”4' Page a
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AIRCRAFT MAINTENANCE/MATERIEL REPORT
Use this form when AF alrcraft accidant/Incident Involves Inad quacy, malfunction or failure of AF moterlel,
1, AIRCRAFT TM & SERIAL NUMBER 2, SPECIAL REPORTS DATA
a, Wara Pravious UR's Submitied on Factor(s) b. No. and Date of UR's Submitted a» Reault of This Accident (AMoch copy)
-~ SR—71 Invelved?
Cve @ e See Life Sciences Report
61-7952 <. 1s TOR Requested? 4. No. of 1,0,'s Not Complied With ot Time of Accidant (Ul T.0. Nov. and 1iier o
separcte shest(s)—Tab K) Aircraft (91)
Cve X Engine #1 (24) Engine #2 (25) Total (140))
3, AIRCRAFT HISTORICAL DATA
ltom Alreraft Part, Component or Accosory
Identification of Alrcratt/Pant, ete, 35-71 95& __M_L‘Mngﬂ
Ale Force Accaptonce Date 17 Feb 19645
Total Flight Hours 79:28 i
Last Overhaul Date
Ovarhauling Activity (Name and location) ‘ m
- | Hours Since Overhavl MA
Hours Since Lait Perlodic Inspection 9:39
Octe of Lost Perlodic Inspection 30 Dec 1965
Type of Last Perlodic Inspaction 1at. Periodic
4. ENGINE HISTORICAL DATA .
(Complete a separate column for each engine Involved, Also, plete a sep column for sach power plant component Involved.)
Installed Position Number 1, Number 2
Engine Model and Serles JTllD-ZO JTllD—20
Engline Serial Number P6[‘,8336 P6L8333
Total Englne Hours 43:49 62:19 Flight + Ground! time
Numbar of Major Overhauls _New New
Hours Since Last Major Ovarhaul New New
Date of Last Ovarhaul 23 Oct 1965 16 _Sep 1965 Acceptance
Ovarhaul Activity P&W P&wW b
Date Last Installed 17 | :Z NQ![ 19465
Hours Since Last Instafled L2221 Lz 26 Flight + Ground| ti me
Date of Last Periodic Inspection Nﬂi M
Type of Last Periodic Inspaction New _New
Fusl (Type end octone rating) %23 i&w_szi}
5. FIRE DATA . .
(To be completed when fire or chemlcal sxploslon occurs, not resulting from ground Impact, Indicates P—~Probable or K~Known, In squares below,)
a MATERIEL FAILURE CAUSING THE FIRR b, IGNITION source ' . COMBUSTIBLE MATERIAL
Blactrical System L\' A Propufilon System EA!Innk«:l System A :l':':":':l:ﬂrlzl'r/ NA Cargo EA Hydraulte Pluid
Puel System A Other (Specify) NA Preumatic System Other (Spacify) NA Electrical Insulation NA Lubricaling OIt . A
Hydroulic System LJ A NA Peopulsion System Jl A NA Explosives NA Other (Specity)
Pneumatic Systam L, A Unknown N A A Unknown N A Fuel N A Unknown A
d, AIRCRAFT FIRE EXTINGUISHING SYSTEM [N FIRE/OVERHEAT WARNING
Fixed Poriable Fixed Portable Fire Datector Ovarheot Indicator
Extingulihed Fire NA Rt Adivaled and Not NA Operated Properly NA
Reduced Fire NA u:;“h’"'d' Chemlcal NA Not Operated, but Near Fire NA
z";;:";d%'" NA :’I'I::I;:I;I'::dé“ﬁm nt NA Net Operated ond Not Near Plre NA
;f:;:’::.h" Did Not NA Other Partinent Info, NA Not Installed NA
::'A::::'hd but N A N, A Other {Spacity) N A 1
t. SHUT OFF PROCEDURE RESULTS OF ALLOWING FIRE TO BURN OUT '3 BPFECT OF PiRS MARK ONE
Extinguished Fire JL 4NA; Catastrophle m_
Reduced Fire NA NA Increased Severlly of Mishap Nﬂ
No Effect NA NA No Chonge In Severlty of Mishap NA
Not Accomplished NA NA Unknown
Unknown NA NA
ARG 71Tc  mevious eomon oF s Fonm s oRouETE,
- s ¥R b
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ANDLING REQUIRCH

6. LOCATION OF INITIAL FIRE
Known Proboble Known Probable Known Probable
Boggage Compartment NA Aft of Firewall NA Whee! Well NA
Somb Bay NA Forward of Firewall A Cargo-Patsenger Compartment A
Cockplt/Crew Quarters NA Rocket Pod NA Other (Speclfy) NA
Engine Section NA Tire/Whee!/Brake Unknown D
7. MISCELLANEQUS CHEMICAL EXPLOSION DATA
Knawn Probable Known Proboble
‘ :v::tpl:lﬂl‘gnhlon Oceurred In an Explosive Manner Prior to Ground NA ;:onmhb ':": In:ﬂI‘gM z*""’; 'm:."ukm:“" or Appraclably "
Explosion Occurred Atwr Fire and Before Ground Impact, NA Other Significant Data (Specify) NA
Explosion Occurred Subsequent to Ground Impact, Unknown or Not Avallable,
8. AIRCRAFT MAINTENANCE OFFICER'S ANALYSIS AND SPECIFIC ACTION TAKEN

] be dificultles involved and relationsh ip of the various components lo the accident, Describe specific actlon taken, For Fire Data describe the fire and/or chemical axplosian,

Cover in detall any noted defclenci: Ifunctions of fire detecting ond axti Whan dii spscific aqulp , give the name of

manufacturer, part oumbers, efc., and state whaether or not @ UR has been submitied, ln:hl:h ;n)’ ud’d‘l"’lm;ul lnlolmutlnrn or opinlon of possible value to futura technlcol analysls of this report,

On 25 January 1966, SR~71, 61-7952, was airborne from Edwards Air Force Base,
California at 1120 hours, Pacific Standard Time, on a Category I research and
development test flight. The aircraft was airborne approximately two (2) hous
twelve (12) minutes and the pilot had completed the first half of the scheduled
mission and had accomplished one (1) aerial refueling. No mechanical difficulties
had been encountered. At approximately 1330 hours, Pacific Standard Time, a right
turn was started for turn around to Edwards AFB, California when an unstart occurred
on the right engine. This condition started the aireraft rolling to the right. The
pilot moved controls to counteract this rolling, but a nose up movement developed
and the aircraft became uncontrollable.

The aircraft nose section broke off at approximately station 535 and landed
about ten (10) miles from the rest of the alrcraft. The large section; wings,
fuselage, etcy came down in a flat spin. Fire damage was caused by ground impact,
Parts were scattered over an area approximately fifteen (15) miles in length and
ten (10) miles in width. All major components were transported to Edwards AFB for
analysis except the aircraft drag chute and the tape from the Mission Recorder.
These could not be found,

The aireraft records were impounded and reviewed,

There were no overdue time change items. All documented maintenance actions
wore signed off properly. In all cases a mechanic and en inspector signed off each
discrepancy and the removal and replacement of all items, In reviewing documentation
on aircraft maintenance records from October 1965 to current forms for flight number
41, 25 January 1966, one discrepancy was noted: One open write up’in AFT0 Form 781b
that ballast is installed in EMR and SLR compartments was in error. Load sheet and
wreckage shows that sensors were aboard and not balllist.

In reviewing DD Forms 829-1 the following discrepancies were found:

1. Engine DD Form 829s indicate that proper documentation did not arrive
with the engine from the factory. Examples: Engine P648336 indicates fifteen (15)
service bulletins complied with, however, service bulletin application says they are
not applicable to this serial numbered engine. The engine DD Form 8298 do not show
previously complied with service bulletins, They only show the service bulletins
complied with at Edwards AFB Engine Shop.

‘ 2+ Spike assembly DD Form 829s did not haye a part number on it and the
DD Form 829-1 was not attached, therefore, it is impossible to tell from the records
what service bulletins apply to this alrcraft, .
There were 140 outstanding service bulletins on the aireraft and enginess

Aircraft and Associate Equipment 91
Engine Serial Number P648336 2l
Engine Serial Number P548333 25

Service Bulletin R-212, Inlet Control Wiring Revision, was partially complied
with on the left engine, but not on the right. Accomplishment of service bulletins
R~104, R-212, R~221 and R-269 will decrease the amount of unstarts, but will not
eliminate them. L

Service Bulletin R-300, Substitution of Shear Bolts at FS 535 would not have
prevented break-up. The subject bolts are at the top of the fuselage but the air-
craft otarted breaking up at the bottom of the fuselage.

These opon service bulletins did not contribute to the primary caunu of the
acoident, ‘

Pace 8
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1. Project Support Office and engine manufacture conduct a study to provido
more accurate configuration control of all engines.

2, LAC re-evaluate Service Bulletin 300, Substitwtion of Shear Bolts at
FS 535 with reference to the bottom longeron.

3. LAC review their aircraft records for proper information on DD Forms
829 and 829-1 on Spike Assembly.

~ GORDON L. SCHARNHO T, Capt, USAF
Haintmnce and Records Team Chief
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AF Form Tllg, LIFE SCIENCES REPORT OF AN INDIVIDUAL INVOLVED IN AN AF ACCIDENT/
INCIDENT BECTION A. AIRCRAFT ACCIDENT/INCIDENT '

Paragraph 3n.

The aircraft was engaged in a flight performance check with an aft center-
of-gravity greater than 26%. As the aircraft was rolled into a bank, an

 unstart occurred on the lower engine. Because of the flight characteristics,
the aireraft entered a slow, imperceptible pitch and the pilot had insufficient
stick control. The pitch attitude of the aireraft continued until the forebody

" separated. The forebody continued to rotate in the longtudinal axis and it is
speculated that, at about 135° of rotation to the original flight path, the
chines separated and, as a result, both canopies fired.

What occurred after this point is pure speculation as both occupants in one
way or another were extracted from the forebody. The suitg and parachutes
functioned noma:g]y and the occupants were returned to ter;a.'..fims.
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SECRLT

SPECIAL HANDLING REQUIRI:
AF Form Tllg, LIFE SCIENCES REPORT OF AN INDIVIDUAL INVOLVED IN AN AF ACCIDENT/
INCIDENT. SECTION A. AIRCRAPT ACCIDENT/INCIDENT

Paragraph 10, MEDICAL OFFICER'S RATIONAhE, COMMENTS =~

The manner in which the pilot escaped from the forebody is purely speculative.
The bruises sustained are probably due to being thrown about the cockpit.

The pilot blacked out in the initial positive g loading as the forebody R
pitched up and decelerated. Apparently, as negative forces were applied to
the pilot, the lap belt sheared. (See Photo Nr., 12.)

The unrestrained movement of the pilot then caused the automatic sequence of

the parachute to be initiated. When the canopy fired, the pilot slid out of ’
the aireraft as nylon burns occurred both on the shoulder straps and the
stabilization chute cover. The most distal burns on the shoulder straps would
indicate that the lap belt was pulled up around the neck ring of the suit.

During this interval of time, the stabilization chute was deployed, and it,

along with the weight of the pilot, caused the shoulder herness to part at the
proximal point of attachment (8ee Photo Nr. 12).

The pilot regained consciousness during the free fall under the stabilization
chute. He experienced very mild spinning which he could control by extending
an erm, '

His hands became numb from the cold and he experssed concern over not being

able to locate the manual chute release. However, his fear was quickly
dispelled when the main chute opened and he continued his descent to terra

firma. He activated the global survivel kit as soon as he could identify objects
on the ground.

He landed facing the wind in an erect position and rolled over onto his back.

The wind vas estimated at approximately 5 knots and a surface temperature of plus
10°F. He did experience difficulty in releasing the capwell. Fortunately,

his descent wes witnessed by a rancher who arrived shortly after the pilot made
contact with the ground. The rancher assisted in collapsing the chute, He

was then trensported in a helicopter to the nearest hospital.

Personal Equipment Finding STATOTHR

‘It is felt that _was rendered unconscious by high positive "g" forces during

the pitch-up and subsequent aircraft breakup. Investigation reveals that this

lap belt, like most alrcraft lap belts examined, has a knurled roller bar which

is part of the lap belt adjustment system. This roller bar has a sharp edge on
each end and it is very simple to catch one edge of the lap belt over one of

these edges. (Bee Photo Nr. 12.) It is apparent from the lap belt in this case
that it was sheared from the bottom edge up. During the uncontrolled maneuvers

of the forebody, the belt was broken and the pilot was thrown up into the canopy.
(See Photo Nr. 13) An imprint of the back of the helmet plus paint samples

from the helmet were found in the uppermost part of canopy. It is possible that
shortly thereafter both canopies were blown off the aireraft. The rilot would have
then been bent over facing forward with the top of the helmet facing the wind-
screen., This would have exposed the stabilization chute directly in the windstream.
It would have also placed the torn lap belt under the pllot's neck ring and the
shoulder harnesses stretched out behind him. (Bee Photo Nr. 12.) At this time,
either the stabilization chute was deployed by wind force or had been deployed

by the lanyard attached to the torn lap belt. There is evidence to support
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SECRET

SPEIAL HANDLING REQUIRF

AF Form Tllg, LIFE SCIENCES REPORT OF AN INDIVIDUAL INVOLVED IN AN AF ACCIDENT/

INCIDENT.

SECTION A. AIRCRAFT ACCIDENT/INCIDENT

Personal Equipment Finding (cont'd)

either theory. The combination of the explosive decompression, plus
a 2700 pound force being exerted by the stabilization chute, snapped Mr
from the cockpit. There is paint on the back of the main para-~ ]
chute pack vwhich indicates that he was dragged quite rapidly over the STATOTHR
head-rest. At this point, the shoulder harness vas torn from the inertia g

reel strap. The lap belt and shoulder harness were found 8till attached

to the stabilization chute riser which failed to jettison (See Photo Nr. %
12), This then is & provable fact that the stabilization chute dig

deploy through the shoulder harness.

The rest of the escape system then took:over and functioned:well-except

" for the dsmaged right stabilization chute release pin which'-failed to -
‘Jettison the right riser. The main chute deployed on schedule at 15,000 STATOTHR

feet and Ireised the pressure suit face plate about one minute ‘
after main chute opening. He later deployed the survival kit which dropped f
on its lanyard below him with the 1ife raft inflated. Parachute landing

shock was stated to be mild to moderate with no injury. He rolled over on

his back and head and at that ‘timedamaged the visor latch mechanism :
because he later stated when he stood up he dould not keep the face plate !
up. His hands were still very cold and he could not operate the:parachute '

canopy quick releases. The following is e description of the:damage to

A,

- 1. Covering torn.

f',.E. .Actuating cable hvusing almost completely severed. - .. | i

" 4. Both risers show signs of high speed dragging, evidenced by

ersonal equipment:..... .. STATOTHR '

Stabilization Chute

3. Pin guide plate ripped from housing, o

melted nylon on risers. ,

5. vOne suspension line cover is broken (no cords. broken) .

6. The skirt of the stabilization canopy shows evidence of very
high "Q" forces in the lower four ribbons.

T. The stabllization pilot chute also shows high "Q" forces
(See Photo Nr. 1k), .

Main Parachute and Pack

1. No cenopy or suspension lines or risers damage.,

e

2, The harness shows evidence of high friction dragging of the
shoulder harness across it (melted nylon).

3. The main parachute pack shows evidence of being dragged across
the headrest. -Melted nylon and_red stains from the headrest on the
pack oeccurred prior to main chute deployment.”:Thistdamage did
wot affect.its spbsequent. operationor rednceiitlyrgi;ﬁpility.

“‘“l"[ '-.l.;’:
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AF Form 71lg, LIFE SCIENCES REPORT OF AN INDIVIDUAL INVOLVED IN AN AP ACCIDENT/
INCIDENT. SECTION A. AIRCRAFT ACCIDENT/INCIDENT

Personal Equipment Finding (cont'd)

C.‘ Survival Kit

No damege - functioned perfectly.

D. Pressure Suit and Components ,
1. Helmet (See Photo Nr. 13).

a. Two gouges in the back of the helmet which were matched
to two screws in to p of the aircraft canopy. (Paint
samples analysis was done to confirm).

b. An impression in the top of the cancpy between the two
previously mentioned screws matched a mark on the back of

the helmet. -
¢ STATOTHR

s : ¢. The left hs,mi visaor latch was broken off. - —
‘ statement indicates this happened on landing.) -
d. Gouge on the sunshade latch. A
e¢. Sunshade ripped off.
2. Outer Cover, Boots and Gloves ‘
8. 'Gloves and boots essentially undamaged.
b. Outef coverall contained three very small rip;, none of

vhich are considered significant either by size or function.,

¢, The flotation garment built into the outer coverall vas
undamaged.

3+ Pressure Bult
&, ' The pressure suit itself was undamaged.
b. One of the oxygen hoses was broken off at the silver solder
Joint. The other oxygen system hose was weskened at the

' - same silver solder joint and failed after several minutes
of operation under leak testing (See Photo Nr. 15)..
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AF Form Tllg, LIFE SCIENCES REPORT OF AN INDIVIDUAL INVOLVED IN AN AF ACCIDENT/
INCIDENT. SECTION A, ATRCRAFT ACCIDENT/INCIDENT

Item 10 (cont'd)

' FINDINGS:

1,
2,

L,

b

6s

Te

The pilot!s lap belt sheared bilaterally in the area of adjustments

The 1n:]ur:§.ea that the RSO sustained indicate that he had undsrgone
s high rate of spin, .

One of the oxygen hoses on the‘pilot'a sult was broken off at the
golder joint, The solder Joint on the other hose was severely
weakened and separated while being lsak checked,

The pilot's face plate iced over during the free fall tmia
obscuring vision,

It is felt that the pllot's lap belt sheared at a force less than
specified in the military.specifications due to the sharp edges
on the kmurled adjustment,

Neither the,‘pilot nor the RSO initisted the ejection sequence,

SECRET
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AF Form Tllg, LIFE SCIENCES REPORT OF AN INDIVIDUAL INVOLVED IN AN AP ACCIDENT/ -

INCIDENT.

SECTION A. ATIRCRAFT ACCIDENT/INCIDENT

.Item 10 (cont'd)

1.

2.

3.

b,
5,

-

ONS:

Redesign the knurled roller bar on the lap belt adjustment to
eliminate the sharp edges on each end.

Remove the stabilization chute from the man and utilize a stabilized
seat a8 soon as possible.

Remove the oxygen hoses from the front of the existing suits as
soon as possible. Modify them to the more modern configuration.

Provide bailout face plate heat.

A means be developed immediately to insure that all crew members
can reach the headrest regardless of torso height.

The lap belt should be inspected prior to each ﬂisht for

general condition.

A study should be made to determine the feasibility of an automatic
ejection system under high algitgde breakup conditions. o
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SIAZEMENI

Adrcraft 2003 ' " 1 February 66

25 January 1966

The crew briefing for flight #l1 of aireraft 2003 was held at 0830
on 25 January 1966 with the following persomnel in attendance:

25X1A

The briefing began by discusaing the flight route, weather, crew
duties and support, ie: (Chase, fraquency's and tanker call sign and
refueling altitude). ; '

The pllot briefing consisted of the following:

1, Adrcraft configuration plus payload configuration and
flight #40 squawks and corrective actionm, :

2+ Conduct takeoff test utilizing Sport Ll with engines
trimmed BGT 50°C below max,

)i Dictet = Pllot to give time and events pericdically
during flight,

Lhe Select crossfeed when tank #6 goes empty for ) minutes
approximately, during cruiss going Noah route to min-
imize excessive up elsvon trim later in cruise. From
results noted on Noah leg vary time of crossfeed M"ON"
during cruise on E1li route, Maintain positive elsvon
trim and stable pitch response,

5. Conduct special AICS configuration during decel = splkes
and forward bypass doors "Auto'; select aft doors to
position "A" befors going to mil powsr; "Close" doors
Just before retarding throttles to 6800 RPM; leave forw
ward bypass doors and spikes "Auto" all the way open,

6. Conduct drag chute test - (Emergency pull) at 190 KIAS on
landing, Note: Chute will not jettison after emergency
deploy.

Te The SR-3 compass is not working correctly since prior to
the last flight when we installed a twmn rate servo for
test, Therefore do not fly the needle on TACAN, but fly
the courase bar,.

8, Pull L/H throttle back to equalize fusl flows at cruise,

9, Fly the ball and not the yaw trim indicator,

%

At Fofertes i, sunin o SECRET

IAL HANDLING REQUIRED

25X1A

- Approved For Release 2001/08/29 : CIA-RDP71 BOO590R000100100001—4,.<

/



)’ App@ed For Relgase 2001/08/29 : CIA-RDP71B00590RG@" 0010@1 -4

SECRET

SPECIAL HANDLING REQUIRED

I, Albert J . Mitchell, make the foJ_'Low:Lna volmitar staben nt
in comection with an’sviation acoident involving an Aig Force l:.1.1'&1:'611‘1',
wh;:lch occurred on 25 January 1966 noar Tucwncari, New Mexico. o

S | u.nderstand, ahd have been adviséd, that the o e
‘;ﬁ,lthe investigation is to determine all faétors relutigglﬂtgu’i‘!]::a:cgident -
v.e.nd, in the :Lntereat of accident preventlon, to preclude recurrence. b
I was branding colts in our Headquarters corral when we heard o sonic boom,
‘With me were Bernard Moon, Simon Mertinez, and T.B. Lusber all of Albert,
" New México, :I had my head down end didn't lock up for about 30 seconds '
. when Laster said he is on fire, I looked up and saw a white contrail going
“from West to Bast, - I was about 13 miles South ‘of the path of flight, I -
“looked West about 15 to 20 miles e.nd saw the beginning of the contrail.
‘:There was a little puff vhere the con’orail started then three (maybe only 2)
_.more puffs almost due north of us about a mile apart. Then I wuld see
" the plane going down to the Hast still trailing the white contrail, This
" ook aboaut 45 seconds. I turned to Moon and told him to come holp get out
- the helicopter. .I got into Lasters pickup and started toward our airport ,
looking BEastward. Just as we gt to ranch cattleguard ‘T saw two chutes C
with the pilots., .One was about % mile north and 7; mlle last and '\ 25X1A
‘the other further easts At this time I called the house to advise S A
. in Las Vegas about crash., . After crossing cattleguard look at chutes again
“.and saw a third chute almost in line between the two other chutes or even -
 further Xast. It was esmaller and I loet it after this and néever have seon .ﬁ
it since. The plane was still felling trailing vhite trail., Aftoer oponing .
. hanger door I looked Eastward and saw plane: about 18,000 ft in tho air s L
", fluttering like a leaf, At about thls tine I could ses flames but otill - o
:,_whibe smoke, It took the plane a long time to. foll this last -distance, . i
‘Iv wondered if it would over hit. Upon impact a big black bollow of smoke 2.5)(1 A
‘rose. I‘continued to gus hellcopter and start. I arrvived ot NEEEEE cbout -~
/30 seconds to 1 minute ufter he landed and helped him spill his chute. I 25X 1 A
. told him that I was sure plad to sec him alive. llo sold same, m
face was strealed with bhlood but he could move and acbed very aenslble to /"
“me. I halped him remove face plate so that-I wos pure he pould breathe . . - ¢
‘and then I told him I hud to get to the other boy. I olso asked 'I‘F C2BXKIAC
how many were in J:.he) plane and he auid Just tha ons other boy. e second ', -

g e e
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PAGE 1 of 1 PAGE
STATEMENT

I, Norman N, Libby, make the following voluntary statement in
oonnoction with an aviation accident involving an Air Force aircraft
which occurred on 25 January 1966 near Tucumcari, New Mexico,.

I understand, and have been advised, that the sole purpose of the
investigation 1s to determine all factors relating to the accident, and,
in the interest of accident prevention, to preclude recurrence,

Norman Libby end Henry Olds talking at point on sighting plane
hearing exp or sonic boom, Libby stated to Olds that one had broken sound
barrier, 0lds sald "barrier, hell, It is on fire and falling", We both
watched it from point of exp to point of impact. I checked my watch at
time of sighting and found it was 2l minutes of three, It hit the ground
at 20 minutes of three, Upon sighting it seemsd to fly in a big arch. I
left Olds at point of impact, I went to Mosquero called Carmon Alr Base
reported crash and returned to point of impact. Commanding Officer asked
to keep all public away and to securs area, We could ses nothing soparate
rran plane or parachuts from time of sound until plane hit ground,

Smoke for 30-40 minutes,

‘ /u Norman N, Libby
t/ NORMAN N. LIBBY
Bueyeros, New Mex,

A TRUE COPY
onald R. f!mo" 280 MaJe, USAF
Recorder Co
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PAGE 1 of 1 PAGE

STATEMENT

I, Henry Alls, make the following voluntary statement in connection
with an aviation accident involving an Air Force airoraft which occurred
on 25 January 1966 near Tucumcari, New Mexico,

I understand; and have been advised, that the sole purpose of the
investigation is to determine all factors relating to the accident, and,
in the interest of accident prevention, to preclude recurrence,

Mr, Norman Libby and I were talking on Hwy 65 and I heard a boom,
I looked up and saw this plane explode again, It ldndly weaved around and
then started to fall in flames, It looked like it cams straight dowm
after that, We first thought 1t broke the sound barrier, We rushed to ths
scene of the crash and it was all in flames, It looked like it hi'b straight
down as it didn't bmce.

/8/ Henry Alls
HENRY ALLS
c/o Libby Cattle Co.
Bueyeros, NeM.
.l TRUE COPY

Donnld R.d/ anes, HAJ., USAF
Recorder .

SECRET

$PECIAL HANDLING REQUIRED

Approved For Release 2001/08/29 : CIA-RDP71B00590R000100100001-4 .

/



A;@)ved For Release 2001/08/29 : CIA-RDP71B0059M0100Q001-4

SECRET

$PECIAL HANDLING REQUIRED

PAGE 1 of 1 PACGE
STATEMENT

1, August J, Hayoz, make the following volun statement in

" connection with an aviation accident ‘involving an {4ir Force aircraft

which occurred on 25 January 1966 near Tucumcari, New Mexico.

T understand, and have been advised, that the soles purpose of the
investigation is to determine all factors relating to the accident, and,
in the interest of sccident prevention, to preclude rscurrence,

Ed, McMahon Looking out of barn
Aled Navarro Mr, Libbys Ranch

Alex Navarro called to the attention of a plane after a boom was heard.
Ran to West barn door, seen what to me appeared s explosion. After seeing
the explosion heard another boom which I believe was the aftermath of
the explosion., Plane nosed up into a complete circle thsn gliding from
side to side which appearsd to be heading Southerly dirsction staying
hordzontal poaition, Just before drop seemed to nose down a little then
tall section seemed to level off, Hitting ground aflame rose 500 to

800 feet. At arrival at the scene all ssctions were flattened down,

Was 2% miles from crash

site East
/s/ Avgust J, Hayos
/t/ AUGUST J. HAYOZ
Plant Supt,
Schwarts Plant
A TRUE COPY

‘ g’m’i{/fm:., USAF

Recorder .
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DEPARTMENT OF THE AIR FORCE
HEADQUARTERS, AIR FORCE FLIGHT TEST CENTER (aArsc)
EDWARDS AIR FORCE BASE, CALIF. 93523

SPECIAL ORDER 1 Feb 1966
M-26

The following named personnel, organizations and stations indicated, are
appointed members of an Aircraft Accident Investigation Board under the
provisions of AFR 127-4. *Indicates orders published with the approval of
the individuals' organization Commander.

VOTING MEMBERS _

GRADE , NAME AND AFSN . L DUTY ORGN AND STATION
*COL JAMES G FUSSELL, FR6705 President 1002 1G Gp, Norton
AFB, Calif.
*COL HORACE A TEMPLETON, FR9349 Special ASD (ASZB), W-PAFB,
-Advisor Ohio
*LTCOL RAY C GORDON JR, FR16097 Material 1002 1G Gp, Norton i
AFB, Calif, !
*LTCOL IAN D ROTHWELL, FR36728 Investigating 1002 IG Gp, Norton
Officer . AFB, Calif. ’
LTCOL WALTER F DANIEL, FR28225 Operations -AFFTC (FITA) Edwards g
T g ) AFB Calif.
MAJ ROBERT E MATEJKA, FR59702 Medical ‘ AFFTC (FTDTB)
, Edwards AFB, Calif. !
25X1A NON-VOTING MEMBERS i
|3
Material " 1002 IG Gp, Norton !
. AFB, Calif. C
Material 1002 IG Gp, Norton ;
AFB, Calif. %
Material 1002 I1G Gp, Norton
AFB, Calif.
Material AFFIC, Edwards AFB,
Calif. |
LTCOL RALPH N RICHARDSON, FV782011 Medical " AFFIC (FTDTB) .
Edwards AFB, Calif,
*MAJ DONALD R JAMES, FR41908 Recorder 4200 SRW, Beale
. ' . AFB, Calif.
CAPT GORDON L SCHARNHORST, FR47150 Material AFFTC (FTTA)
Edwards AFB, Calif.

FOR THE COMMANDER

L

‘L. H. EKE, CWO, W4, USAF DISTRIBUTION A B
Director of Administrative Services ' i
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The accident board arrived at Tucumcari, New Mexlico on 26 January
1966, The pilot was interviewed at 0700 hours at the Tucumcari hospital. At
this time they recorded his original statemsnt, (attached) The board then
proceeded to the wreckage site, some forty miles to the north of the town.
the remainder of the day was utilized in assuring the security of the
wreckage and in establishing a center for the activities of the board, The
Army National Guard Armory bullding at Tucumcarl became the center of all
activities for the board,

Amarillo AFB, Texas, was notlifled that that station would be the
logistical center for the operation., Manpower and equipment for removing the
wreckage was obtained and put in place at the accident site,

The accident board convened at 0730 hours an 27 January. At this
time the board president essigned specific duties to board members and advisors
to the group, The meeting was then adjourned and the group procesded to the
accldent scene to complete a detalled study of the wreckags. At the same time
an intense alr and ground search was being conducted.for parts of the :
alreraft, In this connection twd H-43 helicopters and crews from Reese AFB !
were assigned and performed shuttle and search operations during the board
activity at Tucumcarl, New Mexlco, On thls date no parts of the wreckage were
moved or dismantled, since technical asslstance persomnel were still arriving
at the accident scens from all parts of the country,

The accldent board convened at 0730 hours on 28 January for the pur-
pose of establishing that all possible data had been gathered prior to
commencing reclaimation activities, It was a%reed by all present that salvage
operations should begin., During the period 28 to 29 January, all efforts were
directed toward readout and salvage of the aircraft, The wrackage was placed
on mobile equipment supplied from Cannon AFB, Kirtland AFB, Amarillo AFB,
and Walker AFB. The accident board was then adjourned and directed to proceed
to Edwards AFB for future activity, The aircraft was transported overland by
convoy, accompanied by a security guard to Edwards AFB, arriving on 31 January,

On 31 January 1966 at 0800 hours the board was convened at Edwards
AFB, Members of the group were directed to proceed to the wreckage area and
accomplish a detailed examination of various components. The board spent the
remainder of the day in laying out the wreckage and in detailed inspection and
enalysis of components, ‘
The board was formally convened at 0BOO on 1 February for the purpose
of interviewi ilots with high experience in the SR71 type aircraft. The 25X1A
board called transcripts attached), !
Subsequent to these interviews a team of board membars were selscted to conduct
a serles of tests at Besle AFB on the SR-71 flight aimulator, This group
departed Edwards AFB at 1300 hours, The tests were conducted on 2 February
and the team returned to Edwards AFB on that evening,

At 0800 on the morning of 3 February the board received a briefing

concerning the results of the tests perfome - ‘
the board called 25X1A
(transcripts at . s SIvView UNe mes was adjourned,

The board reconvened on 7 February at 0730 hours to deliberats on
the Findings and Recommendations of the board,

W74 'SECRET
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PILOTS STATEMENT
25X1A TEmETE o meessssss

_ statement of the morning of January 26, 1966,

Present to hear his statement are Colonel Templeton, Lt.
Colonel Daniel, Lt, Culonel Rothwell snd Mr, Miller

25X1A ~ H I'd like to explain AFR 127-4, parsgraph 16,
"Tha, e 80le purpose of the investigation is to determine all

factors relating to the accident and in the interest of accident
prevention, to preclude recurrence. The investigation will not
be used as evidence, or %o obtain avidence for use disciplinary
action, to determine pacuniary lisbility or line of duty status,
or to revoke commission, or to support a demotion or to remove
from the active list under the provisions of AFR 36-2, or for
use before a flying evalusation board. .

25XTA This 1is q) rilot of Ship 2003, Tail Nr. 952,
- flight on 25 January 1966,

I'1ll go through a debriefing of the whole flight,

The englne start on both sides was normal. Except on the
right side the right hydro did not come up to 3300 until the
engine was up to Idle., However, I was informed by the Engineer
that this is fairly normel in this airplane,

Prior to start, while I was punching the manual tanks, the
Nav system dumped so we had to wait another 17 or 18 minutes to
realign the Nav system., All of the pre-taxi checks were normal,
We taxled out to the end of the runway and trimmed the engines
up to 794 on each side for a takeoff check with Askania, Sport
b, We tookoff on runway 4, After a countdown with Sport,
added power, release brakes.

Takeoff rotation was at 192 and lift-off was about 212,
Gear retraction after takeoff was normsl,

I came back to Minburner and turned left toward omr sutbound

A/B went out in the Min A/B position. I came back to the Min A/B
stop after tekeoff and the left burner went out. I relit that
and continued climb at about 400 KEAS ug to .88 Mn. At .88 Mn
and on up to 32,000, I nosed over at . Mn and 32,000 and to
full A/B, accelled on up to 450 KEAS, established the 450 KEAS
climb schedule, This accel took me down to about 28,000

“i and around .19 Mach, When I hit 450, I noticed that pitch

trim was & little higher than normal in this area, It was
about three to four degress nose up. : '

- _SECRET
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track of 336 true, to cur modified NOAH route. I noticed the left
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Our takeoff fuel load had been max, It was indlcating
82,200 at engine start and 78 something at takeoff., The climb
and accel was fairly slow from that point on., The CIT's
appeared higher than normal, '

Inlet schedule for takeoff wasi Sﬁikes - Auto, Forward
Doors - Manually Closed, and Aft Doors - Closed.

At 1.7 Mn Pos "B" was selected on the aft doors and prior
to this time, there had been about a half psi lag between left
end right CIP, The left CIP was half psi below the right.
This disparity continued after selecting Pos "B" on the Aft
Doors. o

At Mach 2.3 the forward doors were put in the Auto position
and CIP's responded normally.

At 2.6 Mn, the Pos "A" was selected in the Aft Doors and Just

-prior to this, inlet rouﬁhness occurred, some mild roughness,

and, after going to Pos A", the roughness increased in intensity.,
The roughness persisted ocut beyond 2.8 Mn,

At 2.8 Mn I placed the aft door switches to the closed

position, In Pos "A" I noticed the aft door lights flickered

for considerable period of time. The right light flickered -
for maybe 15 or 20 seconds and then went out. The left light
flickered for, or stayed on continuously for maybe a minute
and then started flickering and finally went out but I didn't
notice any unusual CIP indications at this time. When I went
to closed on the aft doors at £,8 Mn, both lights responded

mnormally. They indicated transient operation and then went

ocut.

Above Mach 3.0 the inlet r@ughness diminished and the
inlets were fairly smooth beyond Mach 3.0 on this accel.

Further after takeoff Auto-Nav was selected and it steered
us to our desired outbound track snd it maintained track to what
appeared to be perfect throughout the entire leg of the NOAH
route. Northwest of Fallon, the puto-Nav programmed us into a
35 degree right bank., At this time we were at about 2.8 Mach,
and it turned us into & heading of 050 true. This was held for
about one minite through program and then the Auto-Nav turned
us. left in spproximately a 35 degree bank, sometimas as high
as a 40 degree bank to the left, I rolled 1t out whenever 1t
got above 35 degrees back to between 30 and 35 degrees, This
steered us around the far turn of the north end of the route
and brought us back on track southbound. The southbound track
again sppeared to be the desired track., We hit 3.2 Mn in the
turn, snd maintained between 3.1 and 3.2 Mn southbound., The
Auto-Nav programmed again about 65 miles north eof Santa Barbarsa
and tock us over Edwards, ‘
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A decel was started west of Daggett and the Auto-Nav
programmed the turn at Daggett toward Beatty. The decel was made
with the aft doors positioned to A, 15% open, and there were no
unusual inlet disturbances on the decel.

At 2.5 Mach, the aft doors were closed. Throughout the decel
the Spikes were Auto and the forward doors were Auto, At 2,5 Mn
the aft doors were closed and the throttles retarded to 6800 RPM,

We decélled back in the S0A, and made contact with the
tanker, FATE 53, at 27,000 feet refueling altitude. We hooked
up when he was at the south end of the refueling track Just
starting his turn. We stayed hooked up to the tanker until we
had about 58,000 lbs. We were indicating 315 knots IAS at
eg,ooo feet, At thils time I was power limited in Mil with
58,000, so we dropped off and I 1lit the right A/B and attempted
to re-engage, I didn't trim ocut the rudders - I just left it
in the yaw. The boomer operator sald that he couldn't make
engagement in this yawed condition s¢ I had to trim out the
rudders and get fairly well sligned with the tanker, After
trimming out the yaw with the rudders, contact was made and we
stayed on the tanker through the north turn and dropped off
Just after completing the turn, at the north end of the track.
At that time, we had 80,000 1lbs indicated. We then cleaned up the

- bird, and closed the refueling doors.

Prior to refueling, I'd transferred forward about 6,000 1lbs
in tank 1. I had turned off forward transfer before refueling
engagement,

We commenced the second accel heading south 160 true, again
engaged Auto-Nav on this south leg and Auto-Nav programmed us
perfectly onto our track toward Boulder. The second accel was
made with the same inlet confilguration as the first., The forward
doors had been placed in manual closed, the aft doors closed, the
Spikes Auto. )

Then again at 1.7 Mach the aft doors were to position "B",
At Mach 2.0 I placed the forward doors to Auto. At 2.6 Mn the
aft doors to "A", with the same light indications as previously
in Pos "A", The lights stayed on an excessive length of time,
the aft door lights.

At 2.8 Mn the aft doors were closed and at 2.9 Mn I noticed
& ysawing in the alreraft which put the aircraft in & 20 degree
right bank. I first attributed this to the Auteo-Nav because )
the yaw wasn't really noticable., It was more noticeable as a roll,
However, checking CIP's I noticed that right CIP was about 4
psi below the left, I assumed thils to be the forward door
opening 80 I rotated the right forward door switch clockwise

3
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and the CIP increased on the right side. I rotated the door
switch untll 1t matched the left, From that point ¢n in the accel
I used the manual right door schedule to maintain the right CIP
fairly close to the left. This occurred at 2.9 Mn ¢n the second
accel, ‘ '

I had had some lnlet roughness at about the same point on
this accel as on the first. However, during this period the
inlets were falrly smesth, during this periocd of manual door {
operation. o

The Auto-Nav was taking us along our eastbound leg right

on track, We continued the accel on up to 3.18 to 3.2 Mn, I

noticed at about 2.18 Mn our CIT limit had been reached. Also |
on the first leg southbound I noticed that we had to back off S
a couple. of times from our 400 degree CIT limit st 3.2 Mn., Our

max Mach on the first leg had been 3,22 and max sltitude 83,000

feet. In a couple of areas I had to decrease Mach to lower the

CIT below 400, The max CIT on the flight had been 405 before I

backed off, So this cccurred on the eastbound leg and I backed

off to approximately 3.15 Mn and about 78,000 feet, just short

of the turn at Dalhart, on the east end of the leg.

I remember checking with Mand asking him when he
expected the turn point to be reached and he sald in approximately
20 seconds., At this time I added & little bilt of power, -
approximately 3000 lbs fuel flow on each side., Because I wanted
to maintaln approximately the same altitude throughout the turn,
Sﬁ I was 3,15 Mn and between 77,000 and 78,000 at the start of
the turn.

The Auto-Nav programmed the turn at exactly the right moment’
and put the alrcraft into a 35 degree right bank, between 30 and
35, After about 20 degrees of turn the conditions were: I'd
like to back up a minute,

Just prior to the turn I called out a fuel reading of !
42,200 1bs and a pitch trim indication of 2% degrees nose up,
The pitch trim on this second leg was considerably lower than on
the first. On the first leg we almost ran cut of nose up pitch
trim in level flight. In the turns excessive back pressurs was
required on the stick to malntain level flight. As I was
8aying on the first leg the pitch trim was excessive throughout
the accel. It got as high as 7 degrees nose up in level flight
southbound,

We took & lot of individusl tank readings. In the turn on

‘the south end of the NOAH route it was 8 degrees and required a ;

lot of back pressure, I had attempted using crossover on the
southbound leg of NOAH to alleviate this c¢.g. cendition. But
it had no noticeable effect on pitch trim., I left crossfeed
on for 7 minutes.

L
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We had discussed this before flight and decided on using
crossfeed in lieu of tank 2 manually. But after the lack of
effect of crossfeed I decided on the second accel I would
gselect tank 2 manually for a short pericd to see if that
improved the c.g. situation. This was not necessary because
on the second leg the c.g. was notlceably further aft. The
max elevon pitch trim was 2% degrees up and I noticed this
condition just prior to the turn at Dalhart, the east end
of the ELI route.

The aircraft felt very stable in piltch at this time., I
had no indication of sloppiness which we have had on
occassion. The only unusual contrel lndlcatlons I noticed
in the flight were, of course, the extreme forward c.g.
requiring the excessive back stick pressures on the first
leg and also during this stick input in the turns, excessive
back stick input I noticed some roll feedback, slight pulsing
roll feedback, in the stick, in Auto-Nav, _

After about, I would say, 15 degrees of turn, 30 to 35
degrees right bank angle, at the east end of ELI, the condltionsi
weres approximately 3.17 Mn, and approximately 77,000 to
78,000 fest. Just after starting rolling into the turn I

cranked down the right CIP by opening the right forward N
“bypass slightly, so the right CIP would lag the left by about }

% psl, Hopefully glving me unstart margin in the turn.
However, about 20 degrees of turmn I experienced an unstart.

on the right side., The alrcraft went to approximately 60
degrees right bank from 30 to 35. I attempted to correct the
excessive roll angle with opposite roll input and glanced over
st the restart swltches and CIP's and I could see the split

in CIP's. The right CIP in this glance I got, looked like
sbout 4 and the left looked to me as it was approximately 14,
Pricr to that both CIP's md been about 15. The right one
had been lagging the left because of the forward door., After
looking at the CIP's and, of course, realizing the lncrease
bank angle, I knew 1t was the right inlet., However, I remember

. thinking 1°'l11 hit both restart switches anyway because I felt

that might help alleviate the excessive roll, + I then glanced
again from the restart, CIP area and I noticed that there was
no responce to my roll correction. It was mailntalning about
the same bank angle, which I would estimate at 60 degrees,
although I had just about full opposite control. o
“ 25X1A

At this time T recall thinking of [INNIEIEINGNGNGE

incident, which was simlilar to mlne, this went through my mind

in a split' seco remember thinking, well at.least 1t isn't
90 degrees like had, S '

25X1A 5
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About the same time as that I recall thinking I had better
get the nose down a little blt and reduce this roll coupling
input by lowering the angle of attack. I Jjust discussed this
subject a couple of days prior to the flight with one of our
Aero Dynemlsiets. I pushed forward on the stick, maintaining
the left aii=Tun lnput, wlth no effect on the bank angle.
Shortly after putting in some forward stick the nose started
coming up., The nose came up at an extremely rapid rate.

The last thing I remember was I had the stick in the left
forward corner of the cockpit with the nose coming up at a
very rapld rate above the horizon. I remember seeing blue
sky and thinking - My God thils is Pitch Up. Which is what
it appeared to me to be. It looked as if when the nose came
up that the bank angle had dimlnished somewhat, but I couldn't
say for sure, I can't estimate the pltch rate except that 1t
wag very fast and I ceuldn't really say how far up it went
because from that point on everything was total confusion,

The only thing I can remember after that were a couple of

- thoughts that went through my mind, I didn't notice any

"g" effects on me personally, although I'm sure thry were
present. I do recall thinking that I had better stay with

it as long as possible. However, I don't %eve sny consclous
recollection of what was happening outside.

I've gone over thls many times trylng to estimate the
time span involved. I would estimate that from the time of
the unstart untll the nose was well above the horizon, in
this pltch up situation, was spproximately 5 seconds. The
entire eplsode happened so fast I didn't have a change to.
get scared or think about ejJection or anything else. :

After thils I remember thinking that I should stay with
1t as long as possible and then I heard a loud nolse and what

sotinded like a bang and rushing. I don't believe that I was

fully conscious at this time but I could hear these things
happening and I felt as if I was tumbling or being thrown
about, Then I don't remember anything for awhile,

After that I remember thinking I was tumbling or anyway
I don't have any conscious recollection of what was happening
except everything was kind of Jumbled and mixed up and
confused. I couldn't see, everything was black. I thought
to myself that I was dreaming. After this I regalned * ‘
consciousness or siml-conscicusness and thought I had to be
dead if what had really happened, really happened,

After this the next thing I remember was the rushing of
alr, the qulet rushing of alr and I thought maybe I was

falling, Pretty soon I realized I was falling and I woke'up.
I could open my eyes and see the faceplate which was completely

6
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iced over., I could feel some of the straps flying up and I
could actually hear them slapping against the suit and
faceplate,

I was falling vertically and rotating slightly. Then I
realized I could control my rotation somewhat by extending

-an arm or & leg or by bring my arms in close to the bedy. So

I attempted to do this to keep from spinning, I was worrled
about rotating too rapidly. I knew, of course, that the
stabilizing chute had deployed and I was descending with the

- 8tabi1izing chute because my feet were down and I was, what

appeared to me to be, vertical,

I notlced that the sult was inflated and I felt kind of
numb and cold, My fingers were very numb, I thought about
trying to find the manual parachute release, in the event that
I had to use i1t, With the gloves and the stiff fingers I
could not identify 1t by feel. I would like to recommend that
we go back to the old "D" ring which you can put your hand in,
The fact that I could not feel that manual release concerned
me a little bit. :

I don't have any i1dea how long I fell with the stabilizing
chute, It dldn't seem like an excesslvely long time to me
until the msin chute opened, The maln chute opening shock was
not bad at all,

After that I opened my faceplate, because I knew I wsas
low enou around and one of the first things I
was was-’ chute, It looked like he was + of a mile
away from me an e was sllghtly lower than I was, I was very
hsppy to see that chute, of course, I thought that he was
alright too., Then I saw the wreckage, The wreckage appeared
to be sbout 5 miles east of us. It was burning. I continued
on down looking for roads and buildings trying to find out which
way I was golng to go when I got on the ground. Alse tryilng te
feel 1f there was any damsge to me, I could feel bleod in
nose so I knew I had a bloody nose. Other than that I felt
alright except for the cold, o

I tried turning the chute to keep Jim's chute i1n sight
but my hands were so numb and cold that I couldn't effectly
pull on the visors to turn the chute. There was no '
oscillating of the chute. It was perfectly steady Just a
slight drift, When I felt I was getting falrly clese to the
ground I released the survival kit and it extended preperly,
There was an antelope right underneath me on the way down..
I thought it was a deer but the rancher told me 1t was an
antelope later on. So he ran away and I landed., I rolled
over on my back. The landing impact was very moderate,

7
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After landing my first concern was dumping the chute canopy,
It dumped by Litself and then the breeze caught 1t and it inflated
agaln but 1t wasn't dragging me. It was Just a slight pull,
However, because of the numbness in my fingers and the ilnaccess-’
abllity of the rocket Jet release mechanism I could not actuate
: the rocket Jet release to spill the chute canopy. I would
' like to see a modification on that.,

~ While I was fooling around with the rocket Jet release I
; heard a noise that sounded like a hellcopter but I couldn't

: believe that there would be a helicopter there because this

| country, on the way down, looked very desolate. However, sure —
| - enough 1t was a helicopter and this man came over to me and |
asked me 1f I was alright and helped spill the canopy and

welghted 1t down so 1t wouldn't inflate sgain. He tole me at 4

. that time he had seen both of us come down and he was goling '
| : over to help Jim, whose cancpy he said was also inflated, He

s8aid, he looks alright but he's having the same trouble you

gre with the cancpy. So he got in the helicopter and went |
over there,

In the meantime I was able to release the parachute harness,
Not without a little difficulty. Also my visor would not
stay up 80 I held my visor with cne hand and released the chute
mechenlsm with the other, '

When I finally got free of the chute, _ the STATOTHB
rancher, came back and said that Jim hadn't made it. He sald i
his face was black. He had removed hils helmet and taken his
pulse and sald there was nothing.

| STATOTHR

— helped me get my helmet off and then his i
manager came by in the plckup truck and saild he would take care f
_ of the parachute and the gear. M tcok me in the sTATOTHR |
i . hellcopter and flew me to Tucumcari Hogipital, . : i

I went over with him, | to Tin and realized  sTATOTHR
that there was nothing we could do for Jim so .we covered him i
up with the chute, His manager said he would take care of him, x

|
1
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Bill, do you recall at any time during the flight of
any SAS problems, any SAS warning lights or mal-
functions of the SAS System? :

I don't recall any SAS warnihg 1lights or problems at all,

Particularly during the pitch ﬁp maneuver itself did
you notice any?

I couldn't see any warning lights at all, T thought
about that a lot and If there were any lights on I
didn't see them. There might have been but I couldn't
Bay 1f there were or not. Mainly because it was '
happening so fast, if they would have come on they
would have had to attract my attention because T
wasn't looking for them, : '

Do you recall, other than the right inlet proplem,
any other inlet problems during the flight? -

None at 8ll except for the aft bypsss dcor iights
staying on.

How about the engines‘itself, any problems with the
engines throughout the,flight?‘

No, the engines operated real well, The right oil
pressure fluctuated plus or minus 1 psl, At about
8 certaln period on each accel we got stabllized,
The right got down as low as 36 psi, up to about

How about the Autopilot, Was there any aifficulty -
- with the Autopillot?

The Autopilot Operaﬁion was very nice., The only
function I used was Auto-Nav, however, I didn't
use Mach or Pitch Hold,

During the unstart and subsequent roll and pitch
maneuver do you recall the Autopilot dlsengaging
or you disengaging 1t? '

This is one thing I'm not sure of, whether' T
disengaged it or it disengaged, I really can't say,
I don't remember conscilously disengaging it., o

9

SECRET

SPECIAL HANDLING REQUIRED .

.

Approved For Release 2001/08/29 : CIA-RDP71B00590R0001001000_‘01-4‘

/

"



N '
" Approved Fas-Release 2001/0%6&@?1 BOOS&DROOO’\@l 00001-4

SPECIAL HANDLING REQUIRED

Question: How about the Hydro Systems?

_ I was watching the hydros closely all the way through
because they had had hydro problems in the flight
25X1A before, They had loss of "L" and "A" on the
previous flight, but the pressure stayed up and
there were no lights.

Questiont Just prior to the unstart or during the unstart did
25X1A you happen to0 notice any hydro pressures?

B ot that I recall, Periodically I'd call out all
the engine parameters and pressures into the
recorder, I recall that each time I called out
hydro that they were right where they had been
on the ground,

Questiont In the unstart subsequent maneuver deo you recall any
: warning lights coming on, Master Caution or other
25X1A Annunciator Panel lights?

No I don't., Agalh I was trying to think eof that
afterwards, I didn't see any.

Question: How about the fuel derich was there any indication
25X1A that it had activated?

No there wasn't. Not that I noticed.

Question: Bill, do you recall taking any 1nd1vidua1 tank
25X1A - readings, Just prior te the unstart? :

Yes, I took tank readings, I would say, maybe
5 minutes prior to that., I can't recall any of
the readings. -

Question: Do you reéall them being unusual?
| No. |
Question: Was there a dictet onbo&rd the airplane?‘
There was a dictet onboard. n ‘

1 25X1A

25X1A
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Question: On the unstart itself, do you recall how high the

nose was initially after you had established this

, 60 degree bank prior to you reaching forward with
25X1A the stick? '

- It was, 1f anything, slightly low on the horizon,
I would say we had almost a 1000 feet in rate of
descent 1n this part of the turn. I remember
seeing the Vertical Speed Indicator, which is
not particularly accurate, and it was indicating
approximately 1000 feet rate of descent just prior
to this.

Questiont Do you recall seeing a KEAS reading, max KEAS or
25X1A max Mach at this time? -

I do not recall seeing msx KEAS, I do recsll Mach
Just prior to this was 3,176. This was probably
the last reading I remember looking at.,

Questiens Do you recall what, approximately what, the CIT
"25X1A . reading was around this time?

- They were running about 390 or 395,

Question: In your action during the unstart you reached for

‘ the restart switches, Had you at that time prior

‘ ‘ or afterwards made any movement on the throttles .
- 25X1A reducing it to Minburner or Mil power?

I 0. the rirst action was the stick trying to - It

went up to the 60 degree bank and I merely reacted

- with the control and then reached over for the
restarts and saw the CIP's and thought I'll hit
both restarts instead of one. Then my attention was

- attracted to the excesslve bank angle and the lack

- of responce to.bank corresction., And after that this
is what preoccuppled me, .

Questient Dild you activate the restart switches?

25X1A _ Ican't say, I think I did but I can't say., I
— remember thinking I'll hit them both and looking at

, the bank angle and think well at least 1ts not 90
degrees lilke ” had and I've got to get rid

-,25x1A of that bank angie, en the forward snd full left
r , alleron input and the nose started up. I think I hit. -
P the restart switches but I wouldn't swear to it. I '
know I thought to myself I had bettsr hit both restarts,

I was reach1n§ over there but the whole thing happened
80 fast I can’t ssy for sure, : '
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During the unstart did you have any chance,

opportunity to talk to Jim at all?
None at all. '

You don't recall any attempt to actuate the bail
out swltch or anything like that?

No I don't., There was no consclous attempt to

actuate the ejection system.

Coming down you said the faceplate was lced over
did you have sufficlent vision that you could tell
that the stabllize chute was out?

No I couldn't see that, I l@oked'up for the
stabilize chute and I couldn't see it., I could
see some of the straps,

Could you see the horizon?

No I couldn'’t. I could tell that there was bluye

sky outslde, It was very light but I couldn't see
the horizon. The only thing I could see definitely .
were the straps coming up in front of the faceplate,

Bill, will you clarify the Auto-Nav portion of the
Autopllot that you were using. Were you flying the
aircraft in pltch manually? ‘

Yes, I flew the alrcraft in pitch manually throughout

the entire flight, All I was using was making it roll,

Auto=Nav,
You did not use Mach Hold?

ilgid not engage pitch Autopilot in the flight at

The only Autopilets you had were Autopilet and roll,
Roll and Aute-Nav, Yes Sir,

12
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Question: When you made the control movement to recover from
this angle do you recall either knocking your

ot switches off or (Interrupted by [ R
25X1A 25X1A

- No, I know I didn't knock the switch off. My hand was
on the stick all the time., I can't tell you truth- .
fully whether I disengaged it with the trigger.
I don't recall consciously doing it. _

Queationz Did you use any rudder to compensate for the yaw
© 25X1A _ and roll coupling?

I think so., I think I had rudder and full ailleron
and full left stick but this 1s all instintive
. reaction.

This 1s Colonel Daniels on the 27th of January, We're at
the National Guard Armory with a preliminary partial meeting

25X1A @f the hearing boar Present are Colonel Fussell, Colonel
This 1s a continuation of the questioning of-' 25X1A

‘ This 1s Colenel Daniels:

Questiont Bill, would you describe this unstart and compare 1t
25X1A o to other unstarts you have had and 1ts reference to
1ts violence?

- - It was not any more viclent than the normal unstart
as far as nolse and vibration. The primary difference
was the fact that it put the alrcraft almost immediately,

from a 35 degree, into a 60 degree right bank, Then

5 following that there was the lack of control response
~ to the bank correction input, But the unstart itself
—~ was essentlally a normal unstart,

Question: Bill, would you compare this pitch up to piteh ups
25X1A you have seen in other aircraft? ‘

- I have not personally experlenced pitch ups in other
airceraft, but I have studied the pitch up spin history

and tests of the 104, conslderably, at great length
and seen all of the films many, many times, The pitech
rate lnvolved here compares almost the same as the pitch
rate I've seen from cockplt pictures of the 104, -
Pitch Up Spin Tests, ' ’ '

13

SPECIAL HANDLING RIQUIRID

Approved For Release 2001/08/29 : CIA-RDP71B00590R000100100001-4

!/ .



25X1A

Qroved ForBelease 2001/%90'@&?71 B0059QR0001 (QOOM -4

Questlion:
25X1A

Question:
25X1A

Questiong
25X1A

Question:
25X1A

Questlions

'SPECIAL HANDLING REQUIRED

Bill, what was the last angle of attack reading
that you recall?

It seems to me that 1t was spproximately 3% degrees,
I recorded a lot of angle of attack readings
throughout the flight but I believe the le of
attack reading I saw Iln conjunction with 2% degree
nose up pitch trim wes 3% degrees.

B1ll, what was the last number position do you
recall on the forward door, right side?

I was not consclously locking at the deor position
indication. I was attempting more to match CIP's
manually with the forward door handle or knob,
However, I believe 1in crulse prlor to that time the
door position was at spproximately 10 on the
indicator and then when I opened the door slightly
at the initlal part of the turn I belleve the
position was about 9 on the door at the time of the

unstart, 9 to 9%,

Bi1ll, Just prier to the unstart what was the
approximate throttle position that you had?

I would say a third burner,

Blll, do you recall using the pitch trim in trying
to correct for this pltch maneuver?

No I do not recall consclously putting in pitch trim.

B1ll, were your shoulder harnesses locked?

Yes, I'm positive my shoulder harnesses were locked,
I locked them before takeoff and for the entire
flight with the harnesses locked, )

This 1s Colonel Tempelton:

Questions

Bl1ll, I wanted to get clarification on & couple of
points you made earlier in the tape, You mentioned
in the first leg whers you had s forward c.g. that
you were getting & little feedback in the stick
%gz%ng the turn, Would you clarify this a little

14
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Yes Sir, When I was making these turns at the end of
the NOAH route where I had maximum nose up pitch trim,
a very heavy back stick force was required, When
this aft stick input was made I experienced a

pulsing feedback in the stick, The stick was pulsing
lateraly, very slightly, At the time the aircraft
appeared to be stable as far as roll attitude is
concerned, The only unusual occurrance was the

stlck pulsing itself.

The other polint was - Earlier in the mission you
had corrected the course although you were Auto-
Nav. Did you disengage or did you override the

Autopillot? .

No, I overrode the Autopilot to minimize the bank
angle, Auto-Nav put the aircraft into approximately
40 degrees of bank in some of the turns we msde on -
the first leg, I Just took the roll out manually .
with the stick, Without disengaging the Autopilot,
It brought the bank angle back to 35 degrees,

This 18 Colonel Danlels:

Questlons
25X1A

Questlons
25X1A

Blll, do you recall making any rudder corrections
during the unstart maneuver?

No not consclously, I may have instinctively but
I do not consclously recall any rudder input.

Bill, how long had you been at speed prior to the
unstart?

I would say approximately 10 minutes.

This 18 Ceolonel Richardson:

Questions
25X1A

Bill, do you recall or can you state how you openad
the faceplate after the main parachute deployed?

Yes, I reached up with my left hand to actuate the
unlatching knob and 1t felt like a perfectly normal
unlatching and the rotation of the visor upward was
surprisingly easy. I thought that I might have
difficulty opening it. I expected to have difficulty,
since 1t was all iced ovdr but the opening appeared
to be very easy to me, :

15
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Bill, how soon after the main chute deployed did you
open the faceplate and when I ask this question

I'm speaking in terms of time, of course, and
approximation?

T would say within a minute after the main chute
deployed, Probably 30 seconds, -

Bill, after you raised the visor on descent, did
the visor remain up by itself, You didn't have
to hold 1t? , \

Yes, the visor remalned up on the parachute descent,
I didn't have to hold 1t up.

And then after parachute landing on the ground did
you notice any difficulty with the visor then?

Yes, after landing I noticed that I had to hold the
visor up with my left hand while I was trying to
unfasten the shoulder harness., The visor would not
stay in the up position. And 1t was stlll iced
over, ' ! I

¢

Board Recdrder
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BOARD MEETING - 1000 HOURS - 1 FEBRUARY 1966
25X1A

) COLONEL FUSSELL I the sole purpose of the

: investigation is to determine all factors
relating to the accident, incident and in the
interest of accident prevention to preclude
recurrence. The investigation will not be
used as evidence or to obtain evidence or
use in diseiplinary action to determine
pecuniary liebility, or line of duty status,
or to revoke commission or to support a
demotion or to remove from the active duty
1ist under the provisions of AFR 36-2, or
for use before a flying evaluation board.

* COLONEL FUSSELL During the course of the investigation the
pilot , I mede the statement that
25X1A you had witnessed a pitch-up some time ago.
‘ Will you tell the board, in your own words,
the circumstances surrounding that incident
and the action taken by you, to recover. If
possible, we would like for you to include
elapsed times of the incident and the re-
covery, including speed, altitude, angle
of bank and pitch, center-of-gravity, fuel
25X1A aboard, etc..

. of the SR-T1/F-12 Test Force. !n response

to the statement that I had experienced
pitch-up in this aircraft, this is not a true
statement. At no time in the YF-12 or the
SR-T1 have I experienced what I would consider
pitch-up. I have experienced unstart conditions,
which is the inlet unstart on both the YF-12
and SR-71, and, on these occasions, the aircraft
does go into different conditions at that
time, and I will go into some detail in
describing exactly the conditons encountered
in this particular aircraft - the same aircraft
. in which the accident occurred. First, however,
X ‘ , I would like to state that the unstart conditions
. ' encountered in the YF-12A are not considered
T . to be in the same bsllpark, so to speak, or in
the category as unstart conditions in the SR~Tl.
There appears to be some basic difference in
. the stability of the aircraft or in the capability
) of the aircraft to stay in a right-side-up -t
. condition under inlet unstart thap the similar
¢ condition encountered on the SR~Tl. With
regard to the specific conditions encountered
on the SR=T1: On Flight 19 of this aircraft, . -
.on the 23rd of September, I took off and headed '
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north on course. Approximately 24 minutes
after take-off I was on speed end climbing
in altitude, maintaining full power on the
aireraft. The automatic navigation system
was operating properly in the aircraft and,
shortly after take-off, the autopilot was
engaged and the automatic navigation system
was also engeged and, in this condition,
the navigetion system flies the alrcraft
through the autopilot. The plan was to maintain
full power and to maintain a limit of L400°
compressor inlet temperature. This had been
a recently established limit that we would
try to maintain and would vaery with the ambient
temperature at altitude. As far as our speed :
. and altitude capability, these varisbles
would depend on what you're sble to attain
while maintaining a 1imit of 400° compressor
inlet temperature. While maintaining 400°,
I reached a Mach number of 3.18 to 3.2 and
was holding this condition at approximately
75,000 feet when the alrcraft went into its
first programmed turn. This turn was to the
left. The aircraft went into a L40° bank,
initially, to the left, and then slowly
rolled back out to a 35° bank in about 2 or
3 seconds, possibly 4 seconds, end then, in
another 4 or 5 seconds, rolled out to a
stabilized 30° bank. Approximately 3 1/2
to 4 minutes into this turn, the nose of the
aircraft started down slightly and, since
both pitch and roll attitude to hold were
being used, as far as maintaining the attitude
of the aireraft, the pitch trim knob was moved
in the "NOSE UP" direction in order to keep
the compressor inlet temperature at Loo°
and, at the same time, reduce the Mach number
to effect maintaining this limit. The Mach
number reached 3.22 by the time this NOSE UP
correction was made. The first correction
was put in at 3.21 Mach number and didn't
have quite the desired effect and another
small beep trim - NOSE UP trim - was put in
to hold the speed and temperature as desired.
Just as the Mach number reached 3.23 and the
nose was coming up slightly, the left engine
unstarted. At this time, my right hand
was on the autopilot control and my left hand
was near the control stick. Simultaneously,
with the unstart, the aircraft started a roll
to the left. Already being in a stabllized
30° bank, the aircraft went into a continued
roll in that direction - to the left. The
control stick was moved to the right with my
left hend while teking my right hand off of
the autopilot control and grabbing the control
stick and moving, forecing the control stick,
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to the full right position. At this time,

the nose of the aircraft was approximately

on the horizon. Even though the stick had

been moved all the way to the right, and the
benk angle had reached 45 or 50 degrees, which
should disengage the autopilot automatically,
the autopilot disconnect switch trigger was
actuated on the control column and the aircraft
continued to roll to the left. My left hand
was moved from the control column to the throttle
‘and power reduced to minimum afterburner since I
felt that the right engine, the right inlet, being
still in a starting condition, the power on that
side was actuslly rolling the aircraft, tending
to roll the aircraft over on its back. The
pover was reduced to minimum afterburner on

both throttles even though the left engine,

the left inlet, was unstarted. This was
verified by rapid check of the compressor

inlet pressure gauge. The reading on that

gauge was in the vicinity of 5 psi, which was
quite different from the right engine, which
was reading in the order of 15 or 16. The
aircraft was continuing to roll to the left

and full aileron appeared not to have much
effect in the rate of roll. The rate possibly
slowed down slightly but it was still going

up. As soon a8 I noticed that this combination
of reducing power and full right aileron was

not having the desired effect, I started feeding
in right rudder. Having quite a bit of previous -
experience in delta wing aircraft, it comes

ag almost second nature to effect use of the
rudder for roll if the aileron is not having

the desired effect. By feeding in full right
rudder, the rate of roll slowed down and the
aircraft stopped rolling to the left when the
bank angle reached approximately 90°. At

that time, I believe, was the first time that

I felt that I had the aircraft back under
control. Until that time, this was the first
time in one of these aircraft that I felt )
that, possibly, it was getting away from me,

I definitely had the feeling, when I went
through about 60 or 70 degrees of banks, that
there was a very strong possibility that I
might roll over on my back, and I didn't
particularly want to be on my back at 3.22

Mach number at 76,000 feet. Once the bank

angle peaked out at about 90°, the aircraft
started righting itself normally; the nose

had no tendency to go up or down and the

bank angle was reduced to about 10 or 15

degrees and the right correction = the left
restart switch had already been actuated.
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The roughness encountereqd connected with the

“{nlet was reduced and the restart switch

was placed in the normal position. The
compressor inlet pressure built up normelly and
there was no over-temp of the engines, the

EGT stayed within the normal range and it was
not even necessary to get an afterburner
relight. The inlet restarted, the compressor
inlet pressure came back up, the aircraft

was placed in approximately 20 or 30°

bank to the left, the autopilot was re-engaged
and the sutomstic navigation mode was re-engaged .
and a small direct turn correction was necessary
to get back on course, This entire operation
required less than one minute.

25X1A

do you feel that you had
sufficient control to maintain straight-
and-level flight or to regain straight-and-
level flight with the power you had initially
when you encountered this roll tendency? In
other words, had you not reduced pover, do
you feel you would have had sufficient control
to hold the aircraft?

I feel that had I not reduced power that with
full rudder the alrcraft possibly would have
rolled back in the same direction that I had

started out from. In other words, I feel that,

even though I had not reduced power, the rudder
was the primary factor that got the aircraft right-
side-up again. This is Just a feeling - I
have no way of knowing this - it is possible
that had I not reduced the power and that the
right inlet had stayed in a normal condition =
in other words - had not unstarted, that the
aireraft might possibly have gone to a higher
angle of bank. I do feel, though, that, even
with this differential in power, the rudder
was effective enough to bring the aircraft
back to a level flight condition. I have no

. way of knowing this without trying it. On

this same flight, near the end of the flight,

I encountered this same condition at 814,500
feet and went through almost the same maneuvers =
I had to use full right rudder to right the
aireraft, but, in this instance, the right
inlet also unstarted as I was recovering and
the right EGT went overboard and I had to

shut the right engine down in order to keep

the engine from cooking in just a few seconds =
and I, can go through that maneuver also if
you're interested; however, it was almost a
repeat of the lower altitude maneuver - it

was just at a higher altitude with about the
same speed Mach number conditions, much lower

. equivalent airspeed conditions.
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Can you tell the board what your approximate
center-of-gravity was during this maneuver?

I don't recall exactly what the center-of=-
gravity was at this condition. I don't
recall, without looking at some more data
from that flight, exactly what my pitch trim
condition was going into the turn or what my
total fuel remaining was, but this information
is available from the records of that flight.
I Just don't recall it off-hand. I didn't.
meke a note of it before I came in.

Discussion with other pilots in the SR-T1
indicates that it takes rapid reaction on
the part of the pilot to prevent loss of
control. .Could you give us an estimate of
that time? I understand that you probably
are high time man in this airplene, but,
for a less-qualified individual, what would
his reactions be to this same condition?
This entire experience took approximately
one minute; let's say you had much less
experience, what would your reactions be?

It's a 1little bit hard to estimate. I feel
that there's a good possibility the reaction
time would have been slightly less and, as you
stated, any comment that other qualified

people made with regard to reaction time

can't be over-emphasized as far as I'm
concerned, This reaction time is very
important once you see the aircraft assuming
some altitude that you are either not expecting
or would rather not see - the importance of

a quick reaction time cannot be over-emphasized
for this reason. At these altitudes and
speeds, the response of the aircraft to the
deflection of the controls is relatively slow =
by this I mean it is quite a bit slower under
the same conditions, equivalent airspeed-wise,
at a lover altitude or subsonie condition.

S0, since there is a noticeable delay 'in the.
reasponse of the airecraft to the control
deflection, it's very important to make a
correction as quickly as possible and hold

the required deflection until the aircraft
assumes the attitude that you desire, As

far as a less-qualified pilot - this probably
would depend whether he was on his first,
second or third ride, or if he had maybe had

10 or 15 rides and whether or not he had
encountered some unstart condition or some
emergency condition that would reguire
relatively rapid reaction; but it's conceivable
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that an inexperienced pilot, relatively
inexperienced pilot, particularly someone
who didn't have & large asmount or remsonable N
amount of delta wing experience, would not
feel it was a normal reaction to use the
rudder to either recover from a roll condition
in the aircraft or to actually effect a roll
in the event that the ailerons were ineffective,
I think that it's a combination of the reaction
time and knowing what controls actually are
helpful under these conditions in order to

- keep the aircraft in the desired attitude.

25X1A

corover Fussezt . - vou coneider unstert in
25X1A " this aireraft as a fairly common occurrence?

_ In the early development stages we experienced

k . quite a few - a large - much larger number of

' unstarts, I should say, than we have experienced
with the improved inlet and bypass door controls -
spike and bypass door controls. The unstarts
were relatively common in the early stages
of the interceptor and are still encountered,
I think, to a higher degree because of these
earlier controls than we are experiencing
with the SR-Tl. So I feel - I actually have
hed very few unstarts in the SR-Tl, but by the
same token the unstarts that I have encountered
with the SR=71 have given me a different
feeling ebout the aircraft than with the YF-12.
I would like to make this statement with rd
‘to _the gituation that was encountered onﬂ

25X1A - flight. I don't recall any time in
the YF-12 or the SR=-T1 that I had the feeling
that the aircraft was, no matter what the
emergnecy was, particularly in an unstart
emergency, I don't feel I ever came across a
situation where I had the feeling the aircraft
was getting away from me longitudinally. The
closest I came to this was an unstart in the
interceptor at one time when the nose of the
alrcraft when I was diverted in the alrcraft
for as long as 5 or 10 seconds end the nose
of the aireraft got down lower than I would
have desired to see it go down, and I was
8till in a 45 or 55 degree bank. At this time,
I immediately rolled the aircraft to a level
condition and pulled all the way back on the
control column, however, the response of
the aircraft under these conditions was slow
enough that the equivalent airspeed limit was
exceeded by some 30 or 35 knots while the re-
covery was being effected. This proved to me,
very quickly, that the longitudinal or pitch
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condition of the aircraft is going to have to
be monitored relatively closely by the pllot
at all times and I have atressed this with

all of the pilots not to let their nose get
down or up to any great extent at these high
altitudes and high speeds because of the rela-
tively slow response of the alrcraft to & cone
trolled deflection for recovery.

25X1A

— a8 an experienced pilot,
what control reaction do you normally apply
during an unstart?

Well, I think, whether consciously or un-
consciously, of primary importance is main-
taining the proper pitch attitude of the air-
craft - the movement of the controls in a very
rapid fashion to keep the nose relatively on
the horizon or in a situation where you want
to make sure that it's not going either down
or up to any great extent that it might get
you into trouble. This 1s probably scmething
positive that could come out of this that

what has happened is that we may probably

have to increase our emphasis on maintaining
the longitudinal, proper longitudinal attitude
of the alrcraft first and then taking care of

any other things that are going wrong after that..

I guess - I probably was fortunate in my first
bad unstarts on the down side engine in the
alrcraft in that my nose was either slightly
down or at least on the horizon when these
vere encountered end I felt that my problem
was entirely in roll and didn't even have the
feeling that anything was going wrong
longitudinally. I had no tendency of the
alrcraft to pitch up and the feeling was never
there that the airplane was getting away from
me longlitudinally, but it sure did feel like
it was getting awvay from me in roll.

Could I summarize by saying that high altitude,
high Mach, possibly CG a little aft, that when
8 pllot witnesses an unstart that he has
definitely an unstable alrcraft on his hands?

Well, he's got a situation that he has to take
immediate corrective action on - there's no
time to check a checklist or to think a little
vhile about what's going on and take the action
later. The corrective action has to be taken
immediately, particularly in pitch, and also

in roll, to correct this situation. The
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stability augmentation system normally takes

care of any excessive Yawing condition you

get with this, but I think there are a lot

of things we don't know about the coupling

condition of the slight Yaw plus the roll

condition in the airecraft and that even though

the stability augmentation system is helping

the pilot, the pilot also has to help it

by using what rudder is required and, particularly,

longitudinal control to maintain the airecraft

in a level or slightly nose down condition.,
25X1A 25X1A \

B - - ooy port of your

discussion, answering your,question from COLONEL
FUSSELL, you stated that inexperienced pilots
would have less reaction time - I think you
meant "more" reaction time. Is that right?

Correct. The reaction time would be slower
on the part of the inexperienced pilot.

Okay. Now, to your knowledge. did other
pilots experience at a seemingly roll
instability or pitch instability?

Other pilots of the SR-T1?

Yes, in this aircraft.

I've discussed whis with a couple of 'the con-
tractor pilots and I belleve one or two of
them have experienced some roll difficulty

in an unstart condition, but possibly not
quite as severe as the roll that I experienced
on my unstart. These pilots, as well as I

recall, were 25X1A

And were all of these experiences associated 3
with the unstart condition or is that entirely
necessary?

The only conditions that I have described are
connected with the unstart conditions. The

other pilots will have to speak for themselves

and the only one I recall that was not an un- ho
start was one that LT COLONEL DANIEL had that '
was where he was also using the autopilot and

was in a bank and a malfunction in either the
autopilot or the stability augmentation system

caused the aireraft to go into increased '

benk - increasing bank in a direction that he

was already turning and I think those specific
conditions can probably better be recalled by

LT COLONEL DANIEL than myself.
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Now, to your knowledge, were there any rumors
during the previous time period that the air-
craft, in certain phases of flight, had unstable
characteristics?

No, not unstable characteristics, per se. We

have had meny discussions between the military

and contractor pilots flying this aircraft

with regard to the feel of the aircraft and

its stability augmentation system under a

variety of CG conditions and the pilot that

has had more experience with this and actually

more experience in the SR-T1l than any other

pilot is the primary contractor pilot for the

aireraft, He flew the eircraft 25X1A
with the CG furtherest aft and made turns

initially. I believe since that time other
contractor pilots have flown the aireraft

CG - I believe one of these pilots
. The only comment made by MR

er the initial condition was that
e alrcraft felt like it had a slightly aft

CG and that he felt that he should transfer

25X1A

- & little bit of fuel forward so that 1t would

fly - feel a little bit better., However,

at that time, that particular aircraft had the
preliminary or the non-standard stability
augmentation system and there were some changes
made in the gains and improvements made in the
production stability augmentation system of
the aircraft and the comments of the nature
that the alrplane felt like it had an aft

CG sort of went away once we got the production
stabllity augmentetion system. I don't recall
eny comments by any of the pilots that they
felt like the aircraft gave them a feeling
that it was real unstable.

Now, during the unstart, you made the comment
that a pilot has to be pretty quick on his
reactions with his controls and to select the
proper control to use to get up out of the
difficulty; but aren't you very busy in the
cockpit during this unstart end doing everything
else so that a less-experienced pilot could have
difficulty and let, perhaps, the aireraft get
away?

Well, I have great hopes that our training
program will be such that a pilot won't be

able to get the aircraft to these speeds and
altitudes under these conditions until he has

& degree of proficiency that it would allow

him to take these corrective actions immediately
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once he had some difficulty. We have a Simulator
that can simulate these emergencies and we have
the trainer that is available and I feel that

the pilots that get out to these speeds and
altitudes are going to have to have these pro=-
cedures down cold, namely, get the aircraft

under control, attitude-wise first, and take

" care of your unstart or whatever your emergency

is after that. Next, without referring to a
checklist or to the systems operator to read
something to him or consulting with him end
all this. These things have to be practiced
"and memorized so that they come as an immediate
reaction to any emergency. You don't have

time - you don't have B-52 and B-UT times to
take care of these things. They have to be
done in a little bit quicker fashion than that.

25X1A

In your estimation of I vould you
say that he was an above-normal pilot with
regard to quick reactions?

My estimation of “a his capability 20K1A
is that he's a very highly-qualified pilot.

He had much experience in the F-104 end he's

young enough and he's in good physical condition
 and he's alert and I have a relatively high 25X1A
estimation of | and his capsbility. I

certainly feel that his reactions are fast enough

and he knows the aircraft well eno
care of emergencies that come up. 25X1A "
has had some relatively serious emerdencies in

this aircraft and he hes taken care of them,
in what I would consider, a pretty good fashion.

Could you give any explenation, at this time,
of how the aircraft presumably got away in
a pitch attitude?

Well, this would be mostly speculation on my

part, but in studying what could have happened

in this particular condition, ﬁ T 28X1A
flight conditions differed from mine in that :
he was flying the aircraft longitudinally

without the ald of the autopilot, I should

sey. In other words, he had roll hold and
automatic navigation engaged to keep him on

the automatic navigation track, but he was
controlling the longitudinal attitude of the
sircraft with the control stick. If, by chance,

as he went into the turn, he got diverted

checking into the cockpit and this sort of thing
and not paying extremely close attention to the
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longitudinal attitude of the sircraft, in other

' words, if his nose started up or down without
‘him noticing it particularly, there is a

possibility that he could have been a little

late, shall we say, in correcting this longitudinal

attitude, until it was a 1ittle bit too late.
Now, by this, I mean - just by being diverted

. one way or the other loocks like there is a

possibility that the longitudinal axis, particu~
larly if you are in a 30 to 60 degree bank

You don't really have a good reference to the
horizon and you have to depend on your instru-
ments in the cockpit to some degree but I like
to use a combination of the attitude instruments i
in the aircraft and also the horizon, if it's
available, but it's conceivable depending on
vhat he was using as a reference that he could
have let the longitudinal attitude of the
aireraft get away from him just long enough

to create a situation where full deflection

of the controls would not have corrected

this attitude to the full deflection of the
controls is a little bit slow at these

altitudes and speeds.

In your estimation, m do you
think in order to avold a situation like

this from recurring that some corrective
design - some action - should be taken on
the aircraft?

Well, I don't have any specific recommendations
at this time. I think we may find out that

we will be better off with some very definite,
specific instructions to the pilot in maintaining
the proper pitch attitude. I would like to see
investigated after the difficulty I had and the
fact that I had to use rudder to keep the air-
craft up right, I would like to see investi-
gated the affect or the possibility of re-
moving the control surface limiter once we're

. above a certain altitude and speed condition.

Now, I think a study of this should be made if
it hasn't already to see what this will do
for us as far as giving the pilot a little

~bit more control surface deflection to affect

any sudden attitude change in the aircraft.

I think we should possibly study the longitudinal =
' situation of the aircraft a little more carefully

with regard to the proper CG that should be
maintained, but outside of that I don't have
any at this time, .
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Thank you very much Colonel.

I'd first like to have into the record that

we will meke an effort to obtain the instru-
mented and data from | 72 i:hts
vhich should include the pitch rates and
attitude which will be made part of the record.
would you Bay that the
primary concern of the pllots up to this point
in high speed flight has been one of a directional
stability rather than pitch up to this point;
primarily we have been concerned with loosing
the airplane directionally.

I'd Bay that is correct - a combination of
directional and lateral stability in that and .
the lateral control system. I believe the
worst condition encountered laterally was
possibly my condition at least as far as bank
angle with a possibility that

may have experienced a fairly close to the [
same bank angle with an unstart, but I have

to egree that I believe of all of the test
pllots that have been flying this airecraft
have sort of had the feeling with the engines
displaced from the fuselage, the distance that
they are and knowing the situation when you
suddenly lose one of these engines or the
effective one, which is the same thing if

You lose an inlet, an unstarted inlet, that
our primary concern has been directional
rather than longitudinally, and this. is in-
cluding a flight on the interceptor where

the test pilot, I flev the aircraft
with & CG about on the aft limit or slightly
after the aft limit for that matter. He

felt that he had a relatively unstable air-
craft longitudinally on that flight and maybe
we're fortunate that he didn't have an unstart,
but his only comment was he felt that his CG
was a little bit aft of normal because he could
feel the difference longitudinally, but he

25X1A

25X1A

25X1A

didn't feel it - at that time even then he didn't say

he felt it was unsafe.

25X1A

m would you confirm that,
when the 8 properly operating, the

stabllity in all axes, as far as what the pilot
feels, is normally quite good.

Yes, I'd verify that 100%. The general feeling
among all pilots that have flown this aireraft
is that the SAS system is one of the best and
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most reliable systems in the aircraft and that
it 18 a great aid to the pilot in flying the
alrcraft, in maintaining the proper attitude .
and flight conditions. The stability augmenta-
tion systems acts as a damping device for
rapid movement of the controls and it acts as

8 - the biggest help is that in an unstart
condition the rudder is fed in in the proper
directions so fast that there have been many
occasions that the pilot initially made the
statement that a certain engine had been
unstarted, an inlet had unstarted and it

turned out to be the wrong one. We've had

this on many occasiens.

8ir, then would you confirm that the SAS
does mask any instability of the plane
under the normal flight regimes and it's
only when you get an unusual condition
where the slow control response enters into
it that the pilot, himself, would then
report on a bad handling airplane?

Absolutely. The SAS is so effective that

it does mask any unstable characteristics

of the aircraft that would normally be noted

by the pilot. This is one of the things

that I feel we get into at this state of

our development is that we become more and

more dependent on artificial stability

devices rather than the inherent stability

of the airframe of the vehicle itself,

25X1A " ~

would you clarify a point
on the unstarts you were describing with
particular regard to the second unstart?
‘Did you find it necessary to reduce power
on the good engine and add rudder in the
higher altitude unstart?

Yes, and I'd aelso like to add s few more
comments about that second unstart. To
describe the conditions again, I was at
84,500 ,Mach number was 3.17, the aircraft
automatic navigation system rolled it into
a 35 - U0 degree bank and then back to a
stabilized 30° bank. I was about half-way
through that turn, or approximately 2 minutes
and the left engine unstarted again, I went
through the same maneuver only I feel

that my reaction time was a little bit
quicker because I was more or less expecting
it after the first occasion and even though
I again had to move my hand over to the
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stick and so forth, I did reduce power and
feed rudder in at the same time and also
pushed the nose down under these conditions
because I noticed that the right EGT was
going overboard and so I had to shut that
engine off completely and the left EGT was

- up high enough, over 820 - 830°, that I
reduced that engine to less than military
power, With this power reduction and the faect
that I started slowing up very quickly, the
immediate reaction was as the aircraft was

. righted laterally, in other words, as I got
the right wing back down, I also pushed
forward on the stick to get the nose down

. to keep my speed up snd at the same time

~hit the restart switches which gave me more
drag and caused me to push my nose down
even further, This was a buffeting situation

. and the aircraft went through a lot of

« " buffeting until I got to a speed of . about -
{.72.2 or 2.1.Mach number at which time the.

. inlets were restarted and things smoothed
out a little bit; but primary concern again
was reducing the power on the good side and
getting the right rudder in but this was '
not quite as important as the other time
even though I was at higher altitude
because I had to shut the right engine off
because it unstarted also whereas on my
first addition the right inlet never did
unstart.
25X1A

LT COLONEL ROTHWELL _ could you comment on the
use of the autopilot piteh trim knob in
this aircraft which forces you to transfer
Your normal right hand stick position to

* flying the aircraft with your left hand so
that you will have to switch hands to get
back to the throttle. How often do you
fly in this condition and its effect on
recovery from an unstart under these con-

25X1A ditions?

_ ‘ In the design concept in the way this auto-

pilot was supposed to be used, it was hoped
that the requirement for the pilot to keep
his right hand on the autopilot control would
be minimized through the use of a Mach hold
mode. However, at this stage of development
the mach hold mode is not functioning well
enocugh to be used normally or to be kept
engaged for any length of time without the
aireraft going into a long reriod longitudinal
oscillation that is disturbing to the pilot
and gives him the feeling that he could fly
much better manually or using the pitch
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knob on the autopilot. Now, in your comment
' with regard to the requirement to keep the
hand off the control column is very important -
because, I know myself and I believe the other
pilots agree, that one thing they don't
want to do flying at Mach 3 at these alti-
tudes is to take their right hand off of
the control stick because you like to have
it there to be ready to put any input in to
_ either overpower the autopilot or to dis-
.engage it. and_put, your own control in manually.-- -
So, I feel it's very importent that if we're
going to be continuing to be required to
use the longitudinal trim on the autopilot
as a primary means of maintaining the desired
longitudinal attitude that the autopilot should
be modified to allow this trim function to
be performed while keeping the right hand on
the control column. This can be done - it's
been done with sutopilots similar to this one
and 1t can be done through control stick
steering of the autopilot or putting the.:
, longitudinal trim in some location on-the..
! ) control head similar td the way it -is done
) ) in other -aireraft. I might mention:that
we had complained sbout this deficiency to the
prime contractor and to the associate sub~
contractor who builds the stability sugmen-
tation system and the autopilot and a study
has been underway for some time to, not only
N improve the Mach hold mode,but to see what
N " would be required to meke a change in the
g ‘ autopilot system that would allow the pilot
to keep his right hand on the control stick.

1T COLONEL ROTHWELL Going to another system, Sir, the knowledge

' . by a pllot of his actual CG position as I
understand it now, is generally taken from
the pitch trim position. Could you comment
on the adequacy of this and how accurate the
knowledge is to you and whether you have
additional thoughts on this subject give you
better informetion to, considering we do have
epparently e longitudinal stebility problem the

| effect this lack of accurate knowledge might
i 25X1A have.

_ This is correct. The normal indication to

the pilot of his relative CG position is, by
observation, of the pitch trim control.

| Co Considering the fact that this trim indication
might have some inaccuracies and also considering
the fact that any longitudinal instabllity

could be apparently well masked by the stability
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augmentetion system, it would be desirable for

. the pilot to have some more positive indica-
tion of what his longitudinal CG is., However,
I feel that the CG could be in range of possibly
3 or 4% near the aft limit and the aircraft
could still ~ there is & possibility from
looking at the stability curve - that the
aircraft could get into trouble by the laxity
on the part of the pilot in not maintaining
the proper pitch attitude in level flight a8
well as in accelerated flight.

LT COLONEL ROTHWELL Do you feel that your capability in this
. aircraft to move fuel to get or to establish
. . . a desired CG give you adequate control over
25X1A T the system?

— I feel that it is satisfactory at the present

time to keep the CG at a desired forward
location. By that, if the CG, under some
flight condition, is more aft than desired,
fuel can be transferred forward and a rough
indication of the change can be determined

by the change in the pitch trim required to
hold the aircraft in level flight. Where I
feel a more sophisticated system would

help would be the capability of poasibly
getting a more aft CG than is being maintained
for the high speed cruise part of the flight

so that minimum trim drag could be maintained.
This should be a part of the study that is made
on the overall CG position and possible change
in the attitude on the part of the nose section

of the aircraft.
25X1A

LT COLONEL ROTHWELL _ going back to your unstart
: condition where you got into your severe
bank, had this been at night, is the instru-
mentation in the alrcraft adequate for an
average pilot to be able to recover with or -
) could you recover as well - as easily at
25X1A night as you could in the daytime?

_ _ . Well, I think it goes without saying that any

night or weather condition would amplify the
seriousness of the attitude control situation.

I will say this, that the pilot spends en

awful lot of time looking at the instruments

in the cockpit on these flights as opposed to
looking out at what's left of the horizon,

so to speak, and that the instrumentation in the
airecraft is as good as comparable aircraft, I
feel that fly at least up to Mach 2 and vhat

few alrcraft fly up into this regime., At night,
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) I feel that I probably still would have taken

' somewhat the same corrective action, hope-

_ fully with the same reaction time involved,
but I think all pilots would be the first to
admit that at night in weather it's not going
to be quite the same as it would be under VFR
conditions as far as recovering the aircraft
to an upright condition.

LT COLONEL ROTHWELL  You do feel that you are relying considerably
L . on your instrumentation in daylight recovery
25X1A and things were adequate?
_ I feel that in this aircraft we're relying
s more on the instrumentation in the aircraft

than you would for other aircraft with less
performance because we can't see our wings =
wve're sitting out in almost our own little
environment, we're at a pretty high altitude
and many times there's an undercast and we
don't really have s good true picture of the
horizon enyway, 8o I believe the other pllots
will agree that we spend more time looking
at the attitude instruments in the aireraft
during VFR conditions than you would at
lower altitudes and lower speeds.

LT COLONEL ROTHWELL Sir, switching subject again, what is your : .
. requirement as Test Force Director in regards
to control and monitor of the Lockheed - the
company pilots - as regards to their checking ~
of proficiency checks, instrumeht checks -
where do you stand in this area monitoring
25X1A their quality?

=59 _ We stand in this area as advisors to the System
T Program Director, COLONEL TEMPLETON, since he

. . is performing the function of the AF Plant
Representative or the normal AFLC function
and we feel that he relies on our background
and knowledge of these pilots to keep him
advised with regard to what our feelings are
about their qualifications, etc.. Any time
that we may notice that maybe one pilot hasn't
been flying very often or might appear to be
what would normally be considered uncurrent
or non-proficient, our course of action is to
report this to COLONEL TEMPLETON and he discusses
it with the contractor.

-

COLONEL FUSSELL ' Do you have any further comments concerning
. ‘your previous incidents that you might add
at this time?

i . ' : fw ‘LJL—‘I
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_ Just one short comment. As a result of what
o I encountered on my flight, we made the

~ recommendation to all pilots that bank angles

. be restricted to no more than 30° when flying
the sircraft at 80,000 feet or above. This
had been somewhat of a common practice among
the pilots but we hand't done an extreme
amount of flying above 80,000 feet so we
mede this recommendetion firm as a result
of my flight. Also because of the engine
difficulty that I had, we restricted flights

 to 75,000 feet unless the derichment modifi-
cation was made to the aircraft and to the
engines end this is a system to protect the
engines from over-temperature in the event
of an unstart at these extreme altitude conditions.
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BOARD MEETING, 1100 HOURS, 1 FEBRUARY 1966

25X1A

_ as President of the board I will explain
AFR 127~L, paragraph 16, '"That the sole purpose
of the investigation is to determine all factors
relating to the accident and, in the interest of
accident prevention, to preclude recurrence, The
investigation will not be used as evidence, or to
obtain evidence for use in disciplinary action, to
determine pecuniary liabllity or line of duty
status, or to revoke commission, or to support

a demotion or to remove from the active list under
the provisions of AFR 36-2, or for use before &
flying evaluation board.” .

There are indications from various pilots in the
SR-T1 that unstarts are relatively common in the
alrcraft. The ensuing moments following an unstart
require considerable skill and rapid reaction to
prevent loss of lateral control. Will you tell

the board of your experience in the aircraft, whether

or not you have ever had experience of loss of
lateral or pitch control and what actions you took
to prevent or recover from the loss of control.

I e.m_ I am a Lockheed engineering

any of my remarks here by the experience I have had
in this area on the SR-Tl. To date, dn the two
sensor test aircraft, #2002 and #2003, I have

flown ten flights in each aireraft. I have flown
one flight in aircraft #2009, One flight in #2001,
I rode as the back seat pilot in #2008, Of all the
flights I've’ had in #2002, whith is ten flights,
eight of these flights were high and hot, and on
every flight where I was high and hot I experienced
unstarts. The only flights in this machine where

I did not experience unstarts were two shirtsleeve
flights, or low altitude, and slow. On #2003,

I flew & total of ten flights., On this, on six

of the ten flights, I experienced unstarts. Again,
these were all in a condition of high and hot., I
believe, with the exception of only one flight,

all unstarts occurred sbove 2.6 Mach number, The
bulk of them were at 3.2 Mach number. 8ir, would
you now direct your specific questions?

Would you indicate what actions you took upon
experiencing an unstart? 4nd also, relate whether
or not you were in straight and level flight, in a
bank, what degree of bank, etc.? :
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' Well, Sir, I've experienced unsterts in the aircraft

from entirely straight and level flight in a 1g
situation, up to and probably including a U5° bank
in both directions. I would have to give you a
qualified answer in that generally, when we were
reaching our cruise point, which was anywhere from
3.1 to 3.2 Mach number - in a case like this, when
we got an unstart it was generally, the action taken
as I look back on it now is directly related to the
position of the center-of-gravity of the aircraft.
In most cases 1t required aileron in the direction
to stop any ensuing roll that occurred, and generally
there was a roll, especially in a bank situation.
I've never had any excessive rolls, that I've heard
reported - maybe 10 to 15° over and above what

I had. But in practically all cases I had to apply
forward stick almost simultaneously with the ailerch
control. The extreme case that I can bring to mind,
I believe, occurred on Flight 41 in #2002 when the
right engine unstarted. This was somewhere in the
area of Bakersfield, and I required almost full
forward stick and left aileron. I also had

numérous unstarts in the same place where this
accident occurred, rolling into the turn in aircraft
#2003, and this was Flight 21 in #2003. At that
time, a8 with me. And again, I would

say the e recovery technique was the same -~ it
required roll correction immediately and forward
stick.25X1A

Okay, qcould You tell the board in any
vay or genera. ¥when you had an unstart, what your

center-of-gravity was?

8ir, Center-of-gravity cannot be related directly

to any given unstart. I don't feel that center-of-
gravity was ever a contributing factor. However,

in the straight and level position, I would, to

make a general statement, I would say it ran

anywhere from 2 to 5° up elevon trim position.

This is the only indication we have that is indicative

of center-of-gravity position. If we were in a turn,

and generally all turns in these two vehicles are
made in automatic nav, the elevator pitch trim
position was generally running from 5 to, in some
cases, as much as B8° up, but again, this would
depend on how long you had been in the turn, and
the effect of the trim follow-up from the auto-
pilot. -
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COLONEL FUSBELL Could you tell the board what degree of rudder you
: used? Is this a coordinated maneuver, or do you
. depend on the SAS, or, in your own description, how
25X1A . . do you control the aircraft during an unstart?

The first reaction, I think of almost everyone is
to use almost full opposite rudder. It's one of
those things, you don't have to think, you do it
instinctively. If the right inlet unstarts, the
aircraft yaws to the right and you end up with full
left rudder - generally speaking almost full left
rudder, which in the limited case is 10°,

25X1A

did you ever feel that the aircraft
was going to get awasy from you in your experiences?

Well, 8ir, I wouldn't say that I ever felt that

" there was a situation where I d}dn't have control
of it. I have been to the point where I was very
happy that it didn't go any farther then it did.

Then you were a bit concerned in some of these
instances? )

The one particular one, Yes, Sir, on eircraft
#2002. I wouldn't sey I was unduly concerned, but
I was concerned that it did require as much control
as it did to recover from it.

And was this concern of control in roll and pitch, or -

Roll, pitch, and yew.
All three axis?

That's correct, because my own personal recovery
technique is8 to get the aircraft in straight and
. level, lg configuration, as quickly as possible,

Do you think a less experienced pilot than you
would have been in difficulty and maybe let the
airplane get away?

Sir, I think that's a real intangible.

Just a guess., This alrplane 1s going to be flown
by pllots of lesser experience. .

I think in some cases, possibly this could be
stated, Yes -~ that a lesser experienced person
might have gotten himself in trouble.

Do you think that if the sircraft is not modified
in one or more respects, that it could be released
for general flying, say for SAC pqrqonnel?
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25X1A

Would you explain your term, modification, Bir?
Modifications to improve stability characteristics?

Well, egain, are you talking sbout movement of C.G.,
or limiting controls, SAS authority? Would you be
a little more specific?

All items. Any kind of an item to improve what is
perhaps difficulty with the aircraft now in stability.

My own personal feeling is that if the C.G. is W
moved forward I think the aircraft is very satisractory
the way it is. ’

Then you think there should be some kind of automatie
limitation, or C.G., position, or what?

Would you elaborate on the term "automatic"?

That you could not arrange fuel, or disposable items

in such a position that you could get a rearvard

C.G. that would be detrimental to the, upset the stability
characteristics.

Well, Bir, to begin with, I'm not particularly

in favor of sutomatic C.G. systems. I had a good

deal of experience in flying the B-58 with this, '
Even though I personally didn't have this problem

with the B-58, it was of a great deal of concern

at all times, and as you know, that particular

machine had C.G., problems which resulted in the

loss of some of them. This has been one of the

nice things about our machine, the SR-Tl, the

YF-12 and other machines = is the fact that it has

been able to go along without all of this monitoring.

I feel that the tanks can be scheduled in such a

manner that it can solve this problem. Now, I

don't think that we're going to be able to come

up with any kind of a situation to where if someone
works at 1t, they can't get this machine in trouble, o
I believe that if one starts punching on tanks and '
‘this sort of thingithat it's very. deftnitdlytponliﬁle

to get in trouble, and I think the only way out '

of thia is the training of the personnel involved.

Now, were there any kind of rumors or talk among

the pilots sbout unstable characteristics at a

certain realm of flight? At a high Mach, or high
~ altitude?

No 8ir, to my knowledge, there was not. We knew S R
at the time that we were flying near our Aft limit. v
There has been no secret about this. But to my
knovledge there has been no talk - at least not in -
my presence of anything like this.
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25X1A

Do you have knowledge of other pilots experiencing
uncontrollable, or nesr uncontrollable, situations?

No 8ir, I do not.
You're only talking sbout your own definite experiences?

Any comments I have are relative only to my own
experience. 25X1A

Then you didn't hear about _ difficulty?

Well, I did hear sbout it - that he had one where he
had rolled up to a fairly excessive angle of bank.
That's about all I knew of that particular situation.

Then his particular experience was not advertised
throughout the --- 25X1A
Yes it was, I don't know by what means it was ‘
advertised, but I do know for a fact that
at the time this accident, his was occurring, when

he applied aileron control, he thought, "I must be
in the same situation thatﬁ was in"., 25X1A
Then you did know of the difficulty of

—n XA vor G ..is

Yes, I guess you could say if it was a difficulty.
I didn't know the full circumstances that surrounded

this, though.
25X1A

COLONEL DANIEL _ would you describe your feel for the flight
* control as the aircraft responds to an input which
you make to overcome a pitch or yaw or roll rate

25X1A which hes been generated?

- ‘ I feel that all cases that I have personally come
: . into contact with in the matter of unstarts, that

the quicker the control is applied, the better.
And st no time have I run into a situation where I
-didn't get immediate response. I feel that had
I let it go longer, without applying the control,
there is a question of doubt in my mind, and its
. one that I have no way of knowing.what the: responne
would be when the control was applied.

COLONEL DANIEL Would you say, then, that possibly the control
response is in the marginal area, where if a pilot
let, say for instance, pitch rate generate, and
vait a small time lag, that it might not be
sufficient to control the aircraft?
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25X1A

- Well, this sgain falls into a category of an intangible,
) I can't give you a black and white answer on this,
I know that the stability augmentation system, for
exeample, in pitch, is 6 1/2°, and I've been told
before, and this wes in the case of the YF-12 where
' we hed a flight where we got a very, very rear C.G,
. and this was where we were practicing for the world's
~ speed records here, that had we got into an aero-
dynamics situation, the aero people didn't feel
that I would have been able to respond fast enough.
However, this was a condition of a very, very extreme
C.G. condition,

- COLONEL DANIEL As you have said, most of the unstarts you have
: had in the SR-T1 occurred in the auto-nav mode.,
Is it your habit to have both ‘pitch and roll on
25X1A attitude hold, or do you fly, for instence, pitch,
manually? :

_ . In order to make it a true test, I use as much of

it as possible. Whenever requested, I have even
tried the Mach Hold, and I have not had a successful
flight with that; however, to be specific on your
question, I 4o use the Pitch Hold, and I do use the

Ro¥1 Hold.
COLONEL DANIEL ' JIM, what is your opinion in this mode when you
have an unstart, of having your hand off the
25X1A control stick. Has this presented a problem?

_ ' No, because I generally fly with my hands on mny

knees nearby, and it's an automatic reaction to go
for the stick and the trigger at the same time to
disengage it. It has never presented a problem,

COLONEL DANIEL When recovering from an unstart, do you normally

25X1A reduce power immediately?

- No, I do not, because the main thing is to get the
aircraft in straight-and-level flight and into a

13 configuration. One of the reasons that I don't
pull the power of the remaining good engine out of
Afterburner, since I've been flying this machine,
which is 3 1/2 years, is that I've never had an
occasion that I didn't know which engine unstarted.

If you take both engines out of Afterburner, or

your remaining good engine out of Afterburner and
you're at design speed and altitude, no metter how
quick you are, it's going to cost you 10,000 feet of '
altitude.

COLONEL DANIEL I would like to have on the record here your opinion
’ of any difference of control response, or the
severity of an unstart, batween a YP-12 and an SR-T1. T

-
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. I would say that there is no difference. They are
_both severe, and the severity of them seems to be

almost & direct function of your speed and knots-
equivalent-airspeed - the higher the equivalent sirspeed,
the more severe the unstart.

Would you comment on the practice by the Cat I
test aircraft in terms of their fuel scheduling,
and attempt to get a fairly low trim drag for
these cruise missions. Was your fuel system set
up to give you the best fuel conditions?

At no time have I ever punched on a tank in order
to get an Aft C.G. This could only be done initially
by punching on tank #1 or tank #2. :

As I remember, #2001 encountered some Aft C.G.s in
your flights. Would you describe the control
response, or feel of the alrcraft in this condition?

First, I'd like to make & brief comment on how this
occurred. This was totally unpredictable. We didn't
know about it until after it had happened. After the
engines were started, this was on #2001, the flight
was delayed & considerable amount of time due to
anselectrical problem on the aircraft and then the
nav system had to be fast-aligned, which took an

- additional 20 minutes. At the exact same time, the

bus tie split on the ailrcraft. So, rather than

lose the flight, I pressed on the crossfeed and we
continued on. Now the reason the crossfeed was
turned on was that in the event we lost the generator
on a particular side of the aircraft, we would have
lost that engine also. From a safety-of-flight
standpoint, it seemed like the thing to do, and the
thing we have always done in other machines,

is to punch on the crossfeed. What we found out
was that, once tank #1 had reached the Christmas
Tree level, this cuts off the two pumps feeding the
right menifold. You then have two pumps in tank

#1 two pumps in tank #2 feeding the left manifold,
and two pumps in tank #6 feeding the right manifold.
The net result is that the four pumps, the two in
tenk #1 and the two in tank #2 feeding the left
manifold, and two pumps in tank #6 feeding the right
menifold. . The net.result is that the four pumps,
the two in tank #1 and the two in tank-#2. with-:
corssfeed on,,will overpower the two feeding from
tank #6. In; addition, once you're in flight, the
two pumps in tank #6 are pumping egainst a head,

due to the angle-of-attack of the ailreraft. So

we literally drained tanks one and -- I said tank
two == I meant tank’ #3. We drained tanks #1 and #3.
Now, to get to your specific question, I believe my

Coy
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. comments were that the aircraft was, I think I

said, pretty "squirrely"”, it was extremely "sloppy"
and I cen relate this directly to the flights. back
on #1001 during the speed attempts, and during the

. first attempt at extending the envelope. Even

COLONEL FUSSELL

25X1A :

. 25X1A

COLONEL DANIEL

25X1A 2
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with the full authority of the SAS, and I do have
the world's most respect for that piece of
equipment, you could tell that this airplane was
extremely sloppy, and I so stated.

We're concerned here about the training and the
qualifications of the pilots in the program.

Realizing that the Air Foree does not control this;

or at least at this base, could you tell the board .

your estimate oi‘_ qualifications? 25X1A
Also, what type of a program does Lockheed have :

to maintain proficiency on all of its pilots?

Sir, I'm afreid I can't give you much of an answer
to any of your questions because as you may or may
not know, I came to Lockheed on this program from
Hughes Aircraft Company. Consequently, I only

had personal knowledge of one pilot at Lockheed
prior to going to work for Lockheed. From the ]
standpoint ofg_he is probably one of the
moat educated pilots that we have. He's had a

very fine background from what little I know of it.
I personally have never flown with him. We are
generally working in different locations at all
times, and it is not my prerogative to analyze
any of his data. In my own personal.opinion, I
have always felt that he was a good boy, though.
On tlMe question of proficiency - sgain, this is
totally out of hands. It all falls under the
Jurisdiction ormh the chief pilot for
Lockheed. Any answer in this case would have to
be given to you by him.

25X1A

Even in flights that you had an unstart where you
had & healthy C.G. margin, and you knew it was a
good C.G. margin, would you still say it is very
important to get on the controls right away to get

* . your attitude back to level flight conditions?

_ o

Yes, I feel very strong about this, that it is.

And the amount of control that is required sgain is
directly related to the center-of-gravity and the
knots-equivalent-airspeed. I feel the first thing .~
that should be done is to get this airplane flying
straight-and-level, or as near stralght-and-level

as possible before anything is done. You certainly
don't have to tell anyone which rudder to push. I .
feel that these items are instinctive,
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~ COLONEL FUSSELL In the event you fail to react promptly -enough,

. and in the event in this split second of timing
the aireraft exceeds those limitations, do you feel
that you have enough control, let's say in 13° .
Piteh Attitude and Mach 3, to recover the aircraft?

25X1A

Sir, the question wes asked a little while ago in

a different form and I can only give you the same
answer. I don't know, It is completely intangible.
I can't say what it would take in a situation I've
never been in.

Were you given, in a Simulastor, eany kind of attitude
that was experienced by you in unstart at high Mach
at high'altitude, and how was the reaction?

8ir, I've never been in a Simulator. I was flying
the airplane some three years before the Simulator
was built, and the only connection I've had with

the Simulator was to go back on the Mock-Up Board.

Do you know of other pilots being put in the Simulator
for the SR-T1 and given these conditions in flight
and whether or not it got away from them?

No 8ir, I'm not knowledgesble of any progrsm that is
being run on the SR-Tl Simulator. It-is up at Beale
AFB. I've had no occasion to go up there and I've
had nothing whatsoever to do'with it.

COLONEL FUSSELL I would appreciate it if you would not discuss this
with any other witnesses, You are excused.

A TRUE TRANSCRIPT

DONALD R J.
Maj)or, USAF : O
Recorder '
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COLONEL FUSSELL _;m the original interrogation
you were asked by Col Danlels, what
wags the last Angle of Attack reading you
recall. Your answer at that time - Quote
"It seems to me that it was approximately
330, I recorded a lot of Angle of Attack
readings throughout the flight, but T
belleve the Angle of Attack reading I
saw in conjunction with 2i% nese up pitch
trim was 349," Unquote. Now on your
dictet we get a readcut along the latter
part of the flight - Pitch trim 4349 nose
. up. Also I'd like to add that in the
* investigation of the metal itself, the
Jack screws are set at 2.8, After some
additional thought could you tell us what
the last nose up pltch trim was, whether
25X1A it was 4% or 249

I Yes Sir., The 1ast_nuse up pitch trim

indication, which I recall seelng was
- 240, I don't recall seeing 43° nose up
pitch trim, on this particular leg. "

COLONEL FUSSELL © The board relt that the fact that you

' : o stated 43° nose up trim, in the dictet,
was probably mora authentig then your
subsequent statement of 2%, However, I've
heen told by the pecple that hawve listened .
to this intently that the dlctet 13 garbled

o end 1t's hard to determine whetuer its 43°
or Just what. Your statement then 1s that
25X1A it's 249 nose up trim? C _
] Yes Sir. I don't ever recall seelng the

pitch trim over 3° on this leg., I belleve
249 was the maximum nose up pitch trim that I
saw ¢n this accel and this cruise,

COLONETL, RLCHARDSON Bill, have you ever had a parachute accldently
gctivated while you were still sitting in

25X1A the alrcraft? ‘ ,

I No, I haven't.

COLONEIL, RICHARDSON Bill, while you were still in the aircraft, in
o ‘ - this brief moment, did you feel any pull
pressure on the shoulders in the alrcraft or

25X1A did you notice 1t?

No, I didn't notice any pressure aé”all,'or. "
- that nature. ~ ; o

SECRET

sPEc’Al PrE mMI Iy mEAT TR

e N

Approved For Release 2001/08/29 : CIA-RDP71B00590R000100100001-4

/



Ap@ed For Release 2001/08/29 : CIA-RDP71B00590R0001001 1-4
-’ o'

SPECIAL HANDLING REQUIRED

COLONEL RICHARDSON Do you racall, definitely that the suilt was

4 inflated while you were falling on the
drogue chute and 1f sc¢ do you have any feel
25X1A for time?

_ © Yes, the suit - my first recollection, as
. poon as I realized I was falling, was,
' one Of my flrst recollectlions .was, .that the
sult was inflated, But I don't really
have a good ldea of the time of fall, with
the sult Inflated., I have thought about it,
and have estimated approximately a minute’

i

end a half. . _
- OOLONEL RIOHARDSON Also, do you have any conception of time in
25X1A v this fall prior to the main chute deplaymant?
! - Actually, that minute and a half period 1is
Ll in reference to time of fall prior to main
i ‘ chute deployment. Not necessarily suit
! . inflation time,

- COLONEL RICHARDSON PBill, one questlon I have that you mentioned
: . in your other statement that you noticed Jim
o ‘ was below you, Have you thought any about

‘ _ e that, Now do you feel Jim was above you i

25X1A " or below you?

_. I'm sura he was below me, and I wauld
- 1 estimate abaut 500 feet, Just slightly
below me.

COLONEL RICHARDSON Since you left the hoapital in Tucumcari, have
, you noticed any other sorendss stiffness or
J25X1A - brulses, that you weuld care to talk about now?

- Yes, I noticed that my left ankle was swollen
- - and bruised, sltho 1t wasn't sore. It was ‘
o swollan and there was a very large discolor-
- i oo ation on the inside of the left ankle, But
] o ' no tenderness or sor<ness at all., And one
be . bruise on my left thigh, which I.believe they
. . noticed in the orginal examination. That was
the only mark that I found that might have been

e : made from the lap belt.
%1 OCOLONEL FUSSELL . Is that a brulse on your right wrist?
26X1A _ That was noticed originally in the orginal

examination. I don't know where that came from, b
. QOLONEL n’:cgmson . Have you noticed any soreness o.crosa the abdomen?

‘25X1A _ e - None whatsoever, My stomach muscles were pretty
‘ . sore, but I think that was more from ‘cenneins
Lo ' up then from anything else,
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Bill, on the firs ieg of the flight, you
atated and in the dictet we found that you
had been using crossfeed., Do you recall
positively turning the crossfeed off?

Yes I do. I used crussfeed for seven
minutes. I recall definltely turning it
off. . I did not turn it on again inflight,

Bill, yesterday you were at the SR-T1
simuilator at Beale and you ran a series
of profiles which approximate the profile
that you were in prlor to the accldent.
Would you give us your impressicn of this

- simulation and as how it compared with -

the actual flight conditlons?

Yes, the simulaticn at 27% c.g., in a 35

degree right bank, in & slightly climbing
attitude, was, I would say very reallsptic as
far as the piltch rate response was concerned,

On two particular occaslons in the simulator,
the simulation appeared to me to be, almost
what I saw in the aircraft., On other

ocoasions I was able to control it, but only

by making a conscious effort and devoting almost
my entire attention to pitch control. '

Bill, woyld you describe this pitch rate, on
the simulator, where you lost the aircraft,
as to how noticeable is this, Is 1t some-
thing a pilot would in his normal. £lying
catch immediately or is it a little bit
slower than that where 1t might not be so
noticéable? ' . . ‘

It's notlceable only if the pilot 1s locking
at the angle of attack indicator, It was

not apparent on the attitude indicator or
vertical speed indicator, But I did notice
after seeing this pltch rate and pitch up
response, correlating it with the angle of
attack indicaior, I was able by concentrating.
almost completely on sngle of attack .
indicator, plus attitude, I was able to control
the pitch rate, Although, angle of attack in
some cases would bulld up pretty high, I was
able to control it by anticipating pltch rate
on angle of attack indicator. But 1t isn't
evident unless you are concentrating on angle
of attack indicator. In the aircraft it wasn't
detectable visually. Lo o

Bill, do you feel that with the type of control
system that 1s in the SR-T1, that a pilot maybe
sble to detect an aft ¢.g. condition. through
the control forces? T .
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COLONEL, DANIEL

25X1A

. be desireable in this

.Do you'reoa113What the aft o,g, was?

$PECIAL AL |
Yes, this is ggsémw I've noticed 1t op.

on several occasicns in the past, It's
particularly true in the subsonlc region,
where the alrcraft gets very sloppy in
pitch, and it's ordinarily noticesble -in

a turn, at high Mach. On this particular:
occasion I did not notice: any unusuil
sloppiness or aft C.8. feel entering this

turn or in the turn, I have, as I said

* before, notlced that several times in the

pest and the airplane 1s very sloppy in
plitch with an aft C.E, and 1ts readily
detectable but on this ovccasion I didn't i
notice this sloppiness entering the turn,

. B111, would you desoribe this sloppiness as a

response or as a contrel force that you can feel

: chanse in control stiok forces?

I would describe this more as a response
than as.a change 1nkcontrol force feel,

Bill, after yeur simulation and arteﬁ‘th;b-
flight do you feel a o.f. readout. would
alrorart? -

Yes I do,

" B111, prior to this experience with 17952

have you ever had any previeus experience
in your flying with this type of airoraft

 where the plane was marginal or you, felt
Jou were in a oriticsl position, _

Yes I have on one other flight, I had ah
eéxperience not similsr to this but approaching
this where the C.8. Was ton far aft on takeorr,
I've related the two experiences in my mind,
The aireraft responss in the other case was

- 8imilar to what I have Just discussed, It was
- extremely sloppy in pitch énd right aften.

fakeoff had a definite nose up tendency which .

" regained by transferring fuel forward,

On that flight? ; - S,

LN w

._YOB . ) 1

I believe it was, no T don't, recall -the exast
rig\lrﬂo ' ' .

How many hours have you flown in this t&po ’
aireraft? ‘ I T

I think about 70, -
‘MAL HAND! INA "-‘HIII-A, .
4 . I
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And that was your only other experience where
the aircraft may have been critical, Is
that right?

Yes sir,

Do you know of other pllots experiencing
troubles where the airplane was marginal?

I can't recall any specific incldents of
that nature,

A

Thank you,

COLONEL RICHARDSON Rill, on descent on the main chutv, you
stated that you walted until the main
’ " chute opened to rsise the faceplate, and

o when you ralsed the faceplate did you have
‘ o : any difficulty keeping it up, on your way
- - 25X1A , ) to the ground or dild it stay up normally?
' - . No I didn't have sny difficulty during the
. pavachute descent with the visor.

COLONEL RICHARDSON  Again Billg after the main chute had deployed
_ . did you lock up at the main chute to check 1its
o condition and so forth and i1f you did, did yow - .
- 25X1A notice the drosue chute or stabilization
. chute anywh@ve?

Yep, T locked up at the main chute, but T
‘dld not notlce the drogue chute.

Then further on in your descent I assume you -
were leoking down trying to figure out the'
spor where you were going to land did you .
-ever notice the drogue chute or stabilization
chute hanging below you?

No I didn't notilce 1%, The only thing I
noticed was the chute bag falling free,

Getting back on the pitch trim subject again,

as I sald before I don't recall ever seeing

the ﬁituh trim above 24 degrems on this leg and

the 4% degree figure in the dictet is quite
probably in reference to the angle of . attack

1ndioation rather than pitoh trim._ﬁy

""*w " A True Transeript -,f | B LR
_DONALD R Gms | SECRET g ey
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SPECIAL 1222l REQUIRER
25X1A BOARD MEETING, 1000 HOURS, 3 FEBRUARY 1966

FI am Colonel Fussell, President of the Accident
Investigation Board

The sole purpose of the investlgation 1ls to determine all
factors relating to the accident incident and in the lnterest
of accident prevention to preclude recurrence. The investigation
will not be used as evlidence or to obtaln evidence for the use-in
diciplinary actlion to determine pecuniary reliability or line of
duty status or to revoke commission or to support a demotion or
to remove from the active 1ist under the provisions of AFR 36-2 -
or for the use before a flying evhluation board.

The board has several questions we would like to ask you today.

COLONEL FUSSELL Indicaticns from various pilots of the SR-T1
: . o 1s that unstarts are relatively common in the
alrcraft and the ensuelng moments reyuire
considerable skill and rapid reaction to
" prevent the loss of lateral or pitch control,
Will you tell the board yocur own experilence
. in the alrcraft;, whether or not ycu have ever
experienced the loss of lateral or pitch
control and in the process what your center
of gravity, speed, altitude etc., was at the

25X1A : time of the experience and recovery?

- Well, of course, I've never lost complete
s - control of an aircraft as a result of an

unstart, However, I feel that your reaction
time is important as a function of aft c.g..
We have been, in Flight Test, experimenting
with further aft c.g.'s primerily with a .
view toware increasing range. But if you:
assume that we have a c¢.g. that's 25% or

. further forward than the control ability, I .
think, 1s quilte satisfactory, It's
Important for your reaction time, in my
opinion, to prevent inertial moments from
developing, which when you put in your .
control you have to first of all oppose and

N stop, and then correct 1t to the position in

which you would like to have it, I could’

. talk about these unstarts all day. I don't

- know 1n particular Just what aspect of them .
you'd like. We have our particular procedures

that we follow and some of them vary to a certain .

extent, depending on how high you are and Juat
what your conditions 1s.

COLONEL FUSSELL At thls stage of the lnvestigation unstarts
. : become secondary. We would like to confine
. the discussion to lateral and pitch control

25X1A with reference to aft c.8.y Mach, weight, eto.,

| o Your now asking me to discuss the handlin%
* characteristics apart from unstarts. hat
— - ¢orrect? I
SECRET
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COLONEL FUSSELL = That's qorrect,

— I feel that 4f you don't have the unstart

: " &nd you den't put any loaded maneuvers on

o ‘ ‘the aircraft, then the handling character-
25X1A r istics are quite sabisfactmry, They degrade

rapldly with further aft c.g.'s. Now where
this point is is under investigation by
Flight Test. In other words its a nonlinear .
relationship, I think. You can go for :
example from 24% c.g. to 25% without
: . suffering any degradation, particularily in
L " handling characteristics or flight qualtities,
.o : but when you go from 25 to 26 its more marked
and 26 to 27 even more marked. The way I
have written these, things up on my pllot

Riaae ) comments, for sny of you who have ever

happened to read them before, I usually
call this sleppy on the pitch axis and by
that I mean when y@u put & stick force in and
you get a certain "g" 1oadihg right away -
‘you go nonlinear on stick force per: "g",
This mesns that 16 makes it more difficult
to fly the aircraft, It's a 11ttleé sloppier
" 18 the best way I can define it,

COLONEL FUSSELL Would you tell the board approximately how many
25X1A . ' hours you have in this aircraft? .

I'm sorry I den't have the slightest 1dea.
I don't keep track of that but I'm dhre. the
_company keeps track of that.,

COLONEL FUSSELL Can you give me an approximayion?

I probably have &s much as anybody else in the

_ ' airplane. |- :tinstes my time in the
alrcraft at perhaps 300 hours. ) STATOTHRi ‘
COLONEL DANIEL Bob, your experience in the aircraft, have you

ever been in a condition where it took il
25X1A forward control stick movement in order to
... control the pitch?

Right I've had one incident where that was the
case and 1t was while performing a structural
test at 2.6 Mn, 450 knots and with a c¢.g. of
26.3%. I lmwked thlis up on the record recently
thats +he preason I'm familiar with all these
varticulars, We overshot the particular test
point that we irtended because of the fact that
even tho I had tne stick full forward, well below
the maximum "g" point the airplane continued

on up as a result of inertial forces. I think
that this test is somewhat pertinont to the
matter at hand, here today. : ;J .
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COLONEL DANIEL Bob, the pitch rates, which you've seen
. generated at aft c.g. conditions, both
inflight and in the simulator, would you
describe these rates as being very hilgh,
which would be readily apparent to a pilot,
or would you describe them as being fairly
25X1A nominsl or small rates which would not be

apparent to the pillet?

_" I would say with these aft c.g.'s, and its
a function of how far aft you are.

COLONEL DANIEL Bob, do you feel that the fuel system and
its msnazgement that we have in the aircraft
. today., That 1t would be an assist to have
25X1A ) a c.g. type indicator in the aircraft?

— " fmere 1s no question that 1t would be an'!

asslst to have & c.g. indicator in the
aircraft but I don't believe that it 1s
presently compatible with our type of fuel
indicating system. However, we've get a
new one under way sometime ago, I think G.E.
" makes it, and it would be compatible with a
oo . C.g. indication. Talk about getting a system
i - that would be cempatible with computation
: inflight of & c.g. for pilot presentation,
Since we don't have that today, in lieu of
that, we've had te develope capability of
determining and interpreting the readouts on
the pitch trim indlcator.

COLONEL DANIEL Bob, along that line using the pltch trim
o : e . indicator, from your past experlence would
iou say that at fuel welght of rocughly -
0,000 1bs, flying in the 78,000 foot reglon,
at crulse speed, that a pitch trim indication
‘ - of 3 degrees nose up would lead you to believe
25X1A that you were towards an aft c.g. 1imit?

_ Right. This would be a function of your gross
, weight and of course, your angle of attack and
T this would be also a function, whether you
were straight and level or in a turn., And so
from particular aircraft I've been able to
review the recerds on our instrumented alrcraft
later and actually make a pilot correlation for
own benefit, so that I am able to better use
the pitch trim indicator for c.g. determination.
On this particular aircraft 3 degrees or so
would be somewhere around 26%, I belleve, at
that gross welght, from my previous experience,
For example, #2 airplane is slightly different fro
#3 and I guess for a glven condition, for example,
the pitch trim indication is slightly different,
Tt's slightly further down for glven conditions
~in 2002 for example, then in 2003, The only
explanation I could offer for this is the.
fact our calibration on the instrtiments are
slightly different. . ~ SR
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Bob, this afﬁ% Eﬁgﬁﬁﬁs 8 long term fugold

motion at cruise speed at high altitude,
Would you discusg this as related to the
pllet's sblllty to keep the airplane in
trim at all times,

Right, I'1l discuss the stralght away long
term fugold and the handling character-
istics. A fugoid is a result of the inter-
change of energy between kinetic and
potential and I think the Aero Dynamaclsts :
have told me that 1t's 1 1/100th of a Machs -
equlvelent to about a 1000 feet. This 1s
what glves you sort of a baslc, it's not
instability, but a basic up and down motion
of the aircraft over a long term period, I
think thats 3 to 4 minute perlod, but this
really would be no trouble at all to control
as far as handling characteristics are .
concerned, It's the shori term stuff that
would get the pilot in trouble, I think on
the pitch axis, I don't think the fugold

1tself is pertinent to thils.

Well, does it make 1t more difficult, to. say,
to kgep the airplane in trim, using pitch
trim

oo

I would say, yes. Ordinarily the pllot has to
use the stick force to get the alrplane stable
on a given selected Mach rather than being dble

. to do this as in so many other alreraft by
- merely trimming 1t., For example, I'm flying

very preclise instrumente in .other ailrcraft I

“like to not use any stick force at all but

keep 1t close emough to where I can merely

trim it and hold my Mach., I've found that

I've tried to do 1t thls way in this alrplane

but I think that the SAS masks the trim effect

to a certain extent so that I've found it' better -
to go ahead and use stick force and your able ’
to control it mers pirecisely. '

Bob, you stated that you felt in this alrplane
3 degrees pitch trim would run you around 26

‘percent fairly aft c.g.. However, are you

famliliar with the ADP Instructions which state

- that below 30,000 1lbs of fuel that forward

transfer should be used in order to assure that
you have at least 3 degrees nose up pltch trim?

Well we've changed the rules on this so many times,
in Flight Test, that I'm not certain that we

have a hard and fast rule on such a thing as.

that, I try to use my experience in the alrcraft
and use this primarily as a guide, because we

do have the aft c.g. under investigation at this
time and with the views I've mentioned before
tgward maximizing range. Thats the whole purpose
of this, T . I R
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COLONEL DANIEL Bob, on this simlator were you able to
: duplicate the conditons as you knew them
: : " on the flight, where the accldent occurred,
25X1A .- and what were the results of your simulation?

_ - Well, the simulations that we ran consisted

5 " of putting the c.g. at different positiems,
all of them quite far aft, and then establish-
ing bank angles and then assuming unstarts
on the down engine, that 1s the engine that
i8 lower in the turn, Which we feel 18 the
situation in the accident., Then take
immediate corrective actions, We were
writing records on principle parameters during .
thest tests., To & certsin extent, while this
simulates the serc dynamics I feel sure 1%
doesn't simulate the condition 'in the

‘ aircraft because I was sitting there -

i . expecting 8ll this to happen and was gearing
my reaction times to be immediate. ‘We tried
to get arcund this to a certain extent, -In
some of the later tests, by permitting the
aircraft continuing rolling, from say 35
degree bank to a 60 degree bank angle,
vefore I would initiate correctlve action
on the roll axis, We tried to initiate .
unstarts in the middle of all this, scme~
times without the motlon system on, again.
to try to prevent the reaction from being
8o immediate such &s an unsuspecting pilot
might have who was actually flying the
aircraft, Also, I would like to comment that
in these tests there's a certain amcint of
learning curve on the part of the pllot, He
gets more proficient at doing them so as he
starts watching ALPHA for example, in the
simulator, which ordinarily I don't watch
inflight. You can sense this through your
seat of the pants "g", "g's" that you feel,
But we ran all of these tests and I think
that it 1s likely that we've investigaled
the very area that caused the ailrplane 2003 to

have its sccident. Specifically, we found
that a 263%, when we duplicated this maneuver -
it was very very touch and go and I was able
to control the thing nearly evertime, but I
was really working hard and really in a sweat
when I came out of there, I also established

. that if you permit any type of positive pitch
rate to develope in the middle of all this
then you can go to the full forward stlick
condition and depending on the rate of the
pltch on the positive side, 1t depends on
whether or not you are able to recover the

" full forward stick. That's very important,
You don't want to let these inertial couplings
develope about any of your axies, and that

. includes the roll axis, but pitch is most’
importent. At 27%, that was as far aft I believe
as we went in the simulator, then I dild some.
investigation on getting the airplane up to 1l
and 12 and 13 and even 14 degrees ALPHA, but you

"SECRET s

" SPECIAL HANDLING REQUIRED

. Approved For Release“2001l08ly29 : CIA-RDP71 BOO590R000100100001‘-A‘ (‘v 5

/

.



Y
b3

r

Ap@led For Redease 2001/08/29 : CIA-RDP71BOO5S‘OR”01001@01-4’

SECRET

SPECIAL HANDLING REQUIRED

have to do 1t by arriving at that ALPHA :
with a zero pitch rate. If you can do that,
i then you have just sufficient control, to
contrel the alreraft, But if you have any
type of positive pitch rate, even at 8 or 9 .
degrees, then itk a hazardous mesneuver and
touch and go. _ '

A True Transcript ‘ C EE
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LOCKHEED CALlFORNlﬂ OMPANY sPEclAL HANDLING REQUIRED

WA mlmm or KD AipcRAYY o

" AIRCRAFT GLEARANCE

‘fTEST-FLIGHT %

iy '

’nzuvsnv ruswr | ¥ comeanvpior | 0

fsPEcmL FLIGHT AS INDICATED e CUSTOMER F'ILDT
. B | FLIGHT NUMBER

“TORWT. T | TOTAL GAS TDTAL?OIL ; BALLAST f

: : | ¥0i100., K114
. FUEL DISTR|BUTION. " o R - p)
TANK oo [ AMOLINT 5 TANK‘ © "} AMOUNT
‘?7-5‘ 0
m.o S R \
- Lo : 25X1A
: : o i¢Qoo ‘ . -
emg Have Bean Completed And Approved FﬁFIgM This Alrcraft Has Been Intpected And Approved And Is Hereby Released For Flight
TIME : .| OAT TTIME N SIANATIEE INSPECYIAN BEEARTMEN —
, N 1 - [V .
/6’»'/ 9. {Aeg | 1046

LlGHT CLEARAN E
coum.mon OF :THIS FLIGHT as ANNED. w:ATH:n IN ALL.ASS.GNED . An:As 18 Amhov

£ LATEST ER. SEQUENCE S BEEN CHECKED BY THE UNDERSIGNED

v

.| EMPLOYEE NO,

HOUR
oLy

OR, COMPANY . |

| "’/J "%L—

MOBEL Y e B —— . ‘s_e‘n.m.
LRI | seey
LICENSE MONEE ‘ .

_ 1793872
PURCHASER - B RS

TYPE OF FLIGHT

TAKE ; [ R Ceae
orF .| ST N AN :
POINT ||

LANDING " ., 1 "
POINT .

w|

PLIGHT
TIME

LANDINGS:

APEROACHES!

L PASSENGERS

LT U, INSTRUMENT TiMe: . 5

BILOT: o
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| j
~ SECRET | '
. . SPECIAL HANDLING REQUIRED :
' DEPARTMENT OF THE AIR FORCE
) HEADQUARTERS AMARILLO TECHNICAL TRAINING CENTER (ATC)
B AMARILLO AIR FORCE BASE, TEXAS 79111 |
OFFICE OF THE STAFF JUDGE ADVOCATE }
Nmor JA=C B . '8 FEB 1366
s'mutcnI-'(eport; of Property Damage, Other Than USAF, Resulting from

SR-T1 Aircraft Accident on 25 Jan 66 near Tucumcari, New Mexico- l '

1. An investigation was made and completed 2 February 1966
, of property damage, other than USAF, resulting from the above
©  mentioned accident. :

. 2. Properties involved:

STATOTHR .

b a. # Albert, New Mexlco, Parts of

.. . the alreraft scattered over thils property. No damage sustalned

B - by property owner. v

STATOTHR )
R b. I, osquero, New Mexlco. Parts \

.of thé‘aircraft scattered over thls property. Only damages
1ncurred were deep truck tracks caused by removal of parts.

PTATOTHR =, meros, New Mexico. Main part .
! of alrcraft crashed on property resulting in the STATOTHR

‘burning of grassland measurlng approximately 80!'x20'. A . .

. temporary roadway was constructed by USAF personnel from : ¢

. Highway 102 to the crash area. This roadway was .9 of one ”
" mile in length. ’

©3, CLAIMS - - All three of the above listed property owners
were contacted and each stated emphatically that no claim '
would be filed against the United States for property damage

1 Atch
Cl&ims Offlcer Diagram

'SPECIAL HANDLING REQU\REQ
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SECRET

SPECIAL HANDLING REQUIRED

CERTIFICATE OF DAMAGE TO AIRCRAFT

2 Pebruary 1966

This is to certify that SR-71 alrcraft, serial number 61-7952
was totally destroysd upon ground impact during ‘an alreraft accident

which occurred on 25 January 1966 co., The
estimated cost of the aircraft is :

25X1A fz:M
Donald R By Hﬂdq UsAF
Recorder '
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N SPECIAL HANOING REQUIRED

 Transcription of notes taken on a portable "Dictet" recorder
carried in ailrcraft. Thils device 18 utilized to record data in flight,
The recording tape was found in excellent condition., All material
transcribed from this tape were made'by_ during the flight
which terminated in the accldent. ' 25X1A -

a : Left side looks good. ‘

' -, @enerators are on the line, Generator lighte are out,
Pitch trim - Nose up. Pitch Trim-Nose down o
Roll trim - Right roll, Left roll,

Neutral in the roll.

Auto-Pilot -~ ON

A1l SAS - ON

S Calling Edwards Ground

¢ e ‘ Request Taxl '
‘ » Engine Readings on the left in Idle -
RPM - '3650; EGT - 380; Nozzle 12; Fuel Flow
3700; 011 Pressure 42; "L" Hydro 3300; "R"
fiydro 34003 "A" Hydro 3300; "B Hydro 3300,
On the right side - L e
RPM - 3580; EGT - 380; Nozzle 12; Fuel Flow -
6400; 011 Pressure L2, ‘
Cleared as filed, 4 :
Maintain above flight level 60,000 " .~
The left EGT and left Fuel Flow are cyeling.
The left Fuel Flow is cycling from about. 3600
~up to 4000, ’ o
The left EGT goes from 372 up to 390 iA"' -
conjunction with Fuel Flow cyeling,
T have a right EGT stable at 380 and a righ
~ Fuel Flow of 6400

Engine readings on the left in Military -
RPM - 6680; EGT - T792; Nozzle Division 1s
g%nus 1; Fuel Flow - 18,500; 01l Pressure -
Bleed light went out at 5150 RPM, ’
Also at Militsry I'm getting EGT and Fuel
Flow cycling. 18,200 to 18,600 on Fuel
Flow. T88 to 794 on EGT.
On the right side in Military. o
'RPM - 6650; EGT - T94; Nozzle is minus 1;
Fuel Flow - 18,400; Cil Pressure is 49,
Fuel tank readings - #1 - 15,000; #2 - 13,600;
i3 - 16,200; #4 - 10,300; #5 = 12,000; o
6 - 13,600, :

Dutch 5& ready for takeoff

~ Going tower frequency.

" Calling Edwards Tower
Ready for takeoff

SECRET

$PECIAL HANDUNG REQUIRID
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SPECIAL HANDLUNG REQUIRED

Total fuel - T79,200#
Calling Edwards Tower
Dutch 54 ready for takeoff
Roger, L'll take the left slde
Calling Edwards Tower
Calling Sport 44
Ready to go 1n about 1 minute.
, Roger, I‘'11l expedite
) Oxygen ON
l . Sﬁort 4y - 54 in 10 seccnds
54 on the rcll
54 mission frequency
Going to Auto-Nav
I noticed on takeoff roll the left EGT -
got up to 810. Right EGT (Blocked)
Calling Edwards Approach.
.88 Mn, 31,800, 305 KEAS
I let up full A/B
.9 Mn now - 70,2004 fuel
Max A/B :
1.2 Mn, 67,7004, 445 KEAS, 29,300 £t
450 KEAS now, ‘ o
pitch trim 3% degrees nose up
. 450 KEAS, 1.5 Mn, 31,800 feet
Angle of Attack 3 degrees
Fuel remsining 66,0004 ‘
Climbing through flight level 33,000 feet.

A

I

Bleeding my KEAS off ) ‘

Tt's 61,4004 (Fuel) - and 1ts 1.6 Mn

Elapse time is 13..

42,800, 430 KEAS

CIP's are T4 and 8. About % psl differsnce.
Calling Oakland Center

1.7 Mn and going Fos "B" on aft. :
Roger Oakland Center climbing through flight
level 44,000 and squawking. -
1.9 Mn, 48,000, MUT KEAS

Elspee time 15.

CIP's are 818 and 9.3

RE LY _ . Pyel remaining 57,80

S Actually about 57, 00, It cycled a llttle.
oy : It cycles occaaionalli. 57,300 to 5T,B00#

(o Tts stable now at 57,4004 o :

A o ‘ Mach 2.0 to Auto on the Fwd Doors and 58,200
: , Now 1te down to 57,600#

Elapse time is 16.

Looks like 1ts stabillizing out at 57,200#.

Its cyclinﬁ quite a bit, )

2.2 Mach, 442 KEAS, 54,600 B

CIP's are 10 and 10.3

CIT's are matched at 150.

Elapse time 17, A

-

—Qn

SPICIAL HANDLING RIQUSDD
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RPM's are 7200 and 7100
EGT's are T82 snd 782
Nozzle's 6 and 5.5.
Fuel Flows are 37,200 and 37,600
011 Pressure 18 5 and 43,
Fuel Remaining 54,700#
Pitch Trim 18 3 degrees nose up
Right 01l Pressure 18 fluctuating quite .a bit,
Flus or minus 1 psi
Accelling very good today.
It's pretty warm
2.4 Mn, 440 KEAS, 57,900
CIP's -are 11% and 12
CIT's are matched at 200
Fuel remaining 52,300# -
Pitch Trim is 3 degrees nose up
2.5 Mn, 438 XEAS, 60,5590 :
CcIP's are 12 snd 195
CIT's matched at 220
' "~ .. Fuel remaining 50,600
Pl SR ~ RPM's - T7150-and 7050
, " EGT's - 774 and 772
N I - Nozzleis T4 and 7
Fuel Flows - 33,200 and 34,000
01l Pressure 43 and 42
Coming up on 2.6 Mn. Going to Pos A" on
Aft Doors.
Elapse time 1ls 22
Both the Aft Door 1ights are still ON.
Now the right one is cut, Left cne is still
flickering.
CIP's are 12.8 and 13.3
Mild inlet roughness,
Roger, right on 30 = 35,
Calling Oakland Center
In this turn 35 degrees right ‘bank at 2.7 Mn,
64,700, 426 KEAS
Getting 6 degrees nose up Pitch Trim
Fuel remaining - 46,50
Calling Seattle Center
Looks like.1%'s rolling us out right ¢n course,
Rolling out _on 050 True :
At about 2.8 Mn
Elapse time 1s 27
Going to dlosed on the Aft Doors
At 44,200
CIP'e are now matched at 14,
PERESVEEE Ready for left turn.
LT o (Blocked)

40 degrees,
I'm going to hold 1t down a little bit
OK 1t's rolling us cut now.

-Fem

SECRET

SPECIAL HANDLING REQUINGD

This left turn is giving us a bank angle or about
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HANDLING REQUIRED

2,94 Mn, (Blocked) ‘ ,
Elapse time 1s 29, o
Rolling us out (Blocked)
I'm going to pull out a little bit,
I have 37,900 at 3.1 Mach, 405 KEAS,
72,500,
Elapse time is 34
CIP's are matched at 18.8
CIT's are at 385.
3,15 Mn - Throttling back
Rolling out on heading 235 True
5 degree Pitch Trim (Blocked)
I have 32,600
How's the temperature back there Jim,
Calling Oakland Center
Dutch 54 above 60,000 and squawking
Now at 3.19 Mn, 82,300, 330 KEAS .
CIP's are 12,5 and 13, :
CIT's are matched at sbout 395 - 398,
i have 30,200#. I'll get soma tank readings
ePe. ’ - oo )
RPM's are 7100 and 7100
EJT's are 734 and 784,
Nozzles are 7 and 7
Fusl Flows are 17,600 and 17,800
Oil Pressures are 41 and 35,
#vn %0 thru #ghe ta.nkg@- 0’00106 o%o’cal.
1 - Empty; #2 - 13,500; #3 - 3
#U4 ~ 9UOD; #5 - 5800; #6 - 100,
Angle of Attack is 5
Trim 1s indlcating 6; degrees nose up,
Total 1s 29,2004
. I'1l turn crossfeed OFF
. I'm going to add & little more power,
Theres a lot of fuel in Tank #2. .
I had the crossfeed on for a little over
7 minutes, o A
'R" Bay is 64; "L" is F5;' "E" Bay 1s 65.
Now its 7 degrees nose up Pitch Trim'
27,300 # left ‘ L
3,16 Mn, 80,800 rt. 338 KEAS
Angle of Attsck is &, '
I'll have to back .off a little we're
a little over 40O C Co
"302 Mn, 813000 ftu’ 40"" - CITO
- CIP's are 13 and (Blocked) -
Nozzles 7.2 B
Fuel Flows 17,500 and 17,900
011 Pressure 12 and 37
Hydro System is OX
LNo - 98 and 95
. Fuel Remaining 25,700 <
' Pitch Trim is 7 degrees nose up -
Calling Oakland Center o

.

SECRET
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Going to start turn in 72 miles
Calling Los Angeles Center
- Dutch 54 squawking '
Sun Visor Jjust fell off
Getting a little roll feadback in the stick
and 1ts putting me complaﬁely out on Pitch
. Trim,
I've got 21,600 :
. Calling . Edwards Approach ‘
Dutch Charlie this is Dutch Sh
Going "A" on the Aft Doors for decel,
Both Doors programmed. ,
Golng decel now, .
Elapse time 57,
It's pretty hot up here today. We were
pushing that 400 degrees quite a bit.
. Above 0 000
'In decel: 2.8 Mn, 343 KEAS
76 thousand (Blocked
Still have B degrees ncse up trim
Tanks 2 and 4 feeding
: 19,500# remaining.
" How's your temperature,
- A little warm up here, but I've got 1t all
the way down.
2.5 Mach I'm going closed on the Aft Doora.
Pitch Trim is 2 degrees up
.Fuel remaining 18 ZO .
All the others are indicating empty.
We're just a little blt east.
Fahe 53 = Dutch 54 ’
We're 17 miles south of Beatty now on the
135 Radial., Heading 295,
R@ger Du.t.rch 514 - 1, Q, 3, l" 5’ l'" 3' 2, 1’
Turning left to 140
I have a visual on the tanker
Understand 160
You can go shead and start a descent and nccel now
I'm reading 16,000 even
I'm reading 6100 in Tank #1 now.
‘ Have about 5900 in Tank #2.
o o #3 = 0; #U4 - 3500; #5 - 5003 #5 - 0.
b S v ; Total 1s cycling - 15,200
+ ‘ Fate 53 this i1s Dutch 54
B . Recelver 1s ready
. Remind me to chﬁck the IFR intercom
- 54 ready.
Get as much temp out as we can gat out.
I'11 need another 20,000 ‘ .
Thats all I need - 80,000
Pate 53:- Dutch 54

P el

-5
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SECRET

SPECIAL HANDLING REQUIRED

Thank you very much

We were 80,000 off the tanker,

We were off the tanker at elapse time 137.
80,0004 . ‘
Ready for ocur next leg, ' o
Tank #1 - 14,900; #2 - 13 %003 ﬁB - 15,600;
#4 - 9,900; #g - 11,4005 #6 - 14,900, "
Total now - 78,300 :

Culling Edwards Approach Control ,
Departing the Beatty Refueling Area,
Preceding on ocur flight plan route

At .88 Mn, 31,300 ft., and I‘11 go on up

. to max A/B.

<9 M now = 77,0004

Its 450 KEAS, 28,000, 1.2 Mn and Th,300# -

Climbing through flight level 30,000
grees nose up -

REM's at 1,2 Mn are 6800 and 6800 -

EGT's are 808 and 800 .

Nozzle's are 3 and 3% '

Fuel Flows are 53,800 snd 51,400
01l Pressures are 49 and 45,

. Hydro's are 33 snd 34 and QA" and "B"

are 33 and 38 .
CIP's are 8.8 and 9.3 ]

~ CIT's are matched at 20,

1.4 Mn, 450 XEAS, 35,100 ft,

Programming into & 30 degree left bank,

About 32 degrees,

Good Deal - It sure went nice on the first leg
Flight level 38,000 P
Calling Edwards Approach . .
Passing through 39,000 o
Calling Los Angeles Center

-Squawking and at 42,000

Turn the tempersture up a little.

" 1.7 Mn and going "B" pos on the AFT.

CIP's are matched (Blocked)

"R" Bay temperature (Blocked) 40

" Bay ‘iB 55,

Now she's programming sbout a 40 degree
right hank.

At 1,97 Mach and going AUTO on the Fwd Doors
CIP's sare matched :

At Mach 2,0 - 61,8004

2.2 Mach, 448 KEAS, 54,100 ft,

CIP's are 10 and 10,3 S e

CIT's matched at 150,
Fuel remzining is 60,000# o
Pitch Trim is 3 degrees nose wp
33 degrees nose up b

-6-
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Angle of Attack is 3% degrees

Calling Los Angeles Center
We're you calling me

2.4 Mn, 44T KEAS, 57,700 £t.
CIP's are 11,6 and 12,

CIT's matched at 200

Fuel remaining 57,300

RPM's are 7150 and gloo
EGT's are 780 and 780
Nozzles are 7 and 6.9

‘Fuel Flows are 32,000 and 33,100
© 01l Pressures arve 43 and 42

Calling Denver Center

Thats affirmative and Ident

2.6 Mn and going Pos "A" on the Aft Doors
Qetting s little inlet roughness

446 KEAS, 61,100

CIP's are 13.5 and 14

CIT's are matched at 240 .
Left Aft Bypass Door light is still flickering .
Pitech Trim is 3 degrees nese up

2,7 Mn, 338 KEAS, 64,000

Just swung Tubs City

Abgut 300 to go - 294

2,8 Mn and going Closed om Aft Doors
Lights cycled and there off now

Fuel remaining 52,000

CIP's are 15% matched

CIT's are matched at 300 _ .

-REM's are T120 and TO60

EGT's are T84 and 790
Nozzles are 8 and 7.5

“Fuel Flows are 35»&03@&n@ 32,500

Oil Pressure 42 and

INo's are 90 and 85

Pi%ch Trim is 3 degrees nose up
Programming into & turn.

15 degrees right bank and it doesn't call
for a turn here. It's picking up., Now
were doing a little left turn, Only
about 5 degreas of turn, -

Right CIP is way down s8¢ 1t looks like

the right forwsrd door went open,

ar,

Closing it manually. Thats what caused
the turn, e
Calling Albugquerque Center o
Above Flight level 60,000 = Ident.

3.0 Mach, 395 KEAS, 73,600 .

CIP's are mstched at 17%

CIT's are matched at 375

SECRET

SPECIAL HANDUNG REQUIRED
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SECRET

SPECIAL HANDLING REQUIRED,

Cetting some pretty good cycling in Msch here
Call us 3.2 Mn, 44,200 on the fuel
396 KEAS, T4,900 ft,

- CIP's are matched at 18,8

" CIT's are matched at 400

_I'll back off a little .
Pitch trim 4% degrees nose’up
Start our turn now o
Dalhart's 118 miles T
When will we turn,
Rog = ,
Fuel is 42,200

rov

l

I . . . . .

i A True Transcript , S o = i
‘ : . : L i

Major, USAE
Recorder

i
it

SECRET
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= FEDERAL AVIATION "AGENCY
Air Route Trarric Control center
Py 0&‘ BQ’I 3235 ., B '

jue Npgr Me

A IEPLY
. REFER w:

Ml‘n R0 Iu stQWhﬁ
Box 572 o
vEdwnrds v California

f?tan Ratomsky of our Washington oi‘fice. o are’ :
. forwarding you a copy of the recorded conversations regarding the flight
“of Dutch’ Sh in the Albuquerque Center's area on January 25, 1966.

Ve believe that the tre.nscription contains the only information we have
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FEDERAL AVIATI()N A(:I N(‘Y

: m Baute Treffic Controd mau!
Yew “llo

‘lho agencien unul hlw u‘u the tri sions duﬂu th nﬂu
" iswolved. Abbrevisttons used in the ' of the tmﬂn are
wmm after each sgamcy.

_ Albuquorque, Faw Mexico Alx Bouts tuuu
: Contyal Centar uo-uounnuunuununonou
" Dawwar, Colovsdo Aly Routs Teaffio
. Mt.” .l.‘.'.‘....'..'..‘....‘QQ'.'.‘..."...."‘
“t ”m mh “ ..'.'.!..IC'.‘.."'..‘."Qi...l..l'
Amorican Alrlices Flight 83 esascseraisRisIIERICIRNLOY |
Trans World Alylinos Flight 12 covesvevvvsuvovacsneses
Dalta Airiisan ".“ht 819 SPVPsPENIIREIIPRURENRIrIIRLE

m& ACsH "W. Mlh. Teitas evesvisvonsvrcany SLERPER W!
; M Cangeyw Bactor 1b/15 Cooxdinator ...ceoinee CIA/LY . '
Mmm‘mm”' uu......n.._‘-ﬂ :

l REIRSY CERTIVY that tlu !olan; is
& true transcription of the resowded -
m«mutm ntuuuu u tlul nbjut

: k'&jﬁu bt
5PEC|AL ”AND’ 1NG PuOUlRfD

,?Hn:f“\?‘h‘ i . i W




bﬁtth. five foux from thc J !utuu hutmtm of th! mur
‘boundsry thres five wilss west five uorth of. thy
. mm«u m.nm mm,m,




2o,

A T
L i
TR TIICRON XY P

glmqs five four Albuqu "u- 9 i prtone taar

Mlmquntqu- Canter this is Mem sighty five do you have
anything on radex off to our right uh lootl}:o 1iks lu::“kud
ot . nmm ot mthim uh mplm ommmmm
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Toqanw) - R |
I ABQ ARTOS) " Duteh five feur Butch five four Albuquarque Center over

" ABQ ARTOCH  Duteh five four Albuquarque Cenber ever .
g (2130:2.") o o

mms Slaaper
M ml v dobym. happen to be un_;m ) d Mtch?ﬂ.vo four
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FLIGHT OPERATIONS AND WITNESS GROUP

Investigation of alrcraft accldent involving SR-71 serial
number 61-7952, production number 2003, which occurred near
Bueyeros, New Mexico on 25 January 1966,

A, HISTORY OF FLIGHT 5y 5

BN pilct and RSO respectlvely, emplcyed by the Lockheed

California Company, were scheduled to fly SR-71 61-7952 on a
Category I sensor flight test mission., Call sign was Dutch 54,
Two of several pre-established routes (Noash and Eli) wer=
planned for the mission and an air refueling with KC-135 Pate
53 was scheduled in the Beatty Air Refueling Area between the
two route segments, Weather conditicns were satisfactory for
the mission.

Flight planning was.completed by the Lockheed Flight Test
Engineering Department st Edwards AFB., Crew briefing was in
accordance with existing policies and was conducted by the
pilot, RSO and mission flight test engineer. The aircraft was
preflighted by maintenance crews using established procedures
and no diperepancies were noted., The flight crew was dressed ;
on scheduled and taken to the aircraft. Engine start, texi and i
all pre-takeoff checks were routine except that a 17 to 18 :
minutes delay was imcurred before engine start to allow for
re-alignment of the navigation system,

Takeoff, climb and crulse through the Noash route segment
was uneventful, The pllot noted a relatively high piteh trim
position during this cruise, indicating a GG position farther
forward than desired., He used the cross-feed system to move
CG aft. There was no indication of & fuel system sequencing
problem, Deceleration and rendezvous wlth the tanker was
according to the flight plan, . :

The air refueling was completed and the SR~71 departed the
tanker with full fuel tanks, an indicated total of approximately
80,000 pounds. The aircraft departed the refueling area and
started acceleration for the Ell route segment, The roll axis
and Auto-Nav modes of the autopilot were engaged after refueling
was completed but the pitch axis was controlled manually.

During acceleration and climb, the aircraft performed normally
and pitch trim indication was noticeably lower than on the
preceeding leg. At approximately 2.9 Mach, the aircraft yawed
and rolled intc a 20 degree right bank, The pilot noted the
right CIP to be 4 psl below the left so he changed to & manual
control schedule of the right forward by-pass door for the
remainder of acceleration and crulse. Because of CIT limitations,
crulse was stabllized at 3.15 Mach between 77,000 and 78,000 I
feet, Approaching the turn at the east end of Eiil (west of i
Bueyeros) the pllot added a little power so as to maintain altitude
through the turn, The turn was started at 77,482 feet and approximately
3.16 Mach, Fuel load at the start of turn was 42,200 pounds and
pitch trim at 2.8 nese up, This computes to a CG of 26.7%, see
attachment to this report ‘
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The alrcraft entered a right turn as programmed through
the Auto-Nav system, Bank was established at approximately
35 degrees and after 15 to 20 degrees of turn, the right
englne inlet unstarted, Bank immediately increased to about
60 degrees and the pllot countered with left allercn to stop
the roll. Use of rudder by the pillot to ald roll control
cannot be determined. The pllot stated that he thought of
having to use both inlet restart switches but'he has no
consclous recollection of actuating them, He attempted to
lower the nose and reduce the angle of attack by forward stlck
force but the nose started up at an increasing rate, The \
1sst stick position that the pilot remembers is in the forward
left corner. No decrease in the bank angle was noted untll the
nose started up, and then the ncse went inte a very rapld
pitch up., Pitch angle {ncreased to a point where all the pilot
could see was blue sky and at this point he apparently lost
consclousness.

" The pilot regained oonscicusness while he was descending .
to the main parachute deployment altitude with the stabilization
chute cperating normally. After the main chute opened, he
actuated the survival kit and opened his face plate, The - -
landing was relatively mild and after landing he was assisted
in getting out of hils equipment by a réncher who flew hls
helicopter to the landing point. The rancher checked the RSO
and determined that he was dead. He then flew the pillet t6
the hospital in Tucumcarl, New Mexico for treatment.

B, ANALYSIS OF WITNESS STATEMENTS

There were & conslderable number of persons who cbserved
the finsl stages of the fall cf sircraft wreckage and the descent
by parachute of the two crew members, The witnesses were
generally inexpert in the field of aviation and none could see
{he aireraft during the pltch-up and disentegration phases of
the flight. Four statements are included under Tab N; however,

no significant information relatly : se of the sccident
can be found in the statements. gave STATOTHR
information concerning his assistance to the pllot after landing

and 1s discussed in the medical report of this accldent.

C. SIMULATOR STUDIES

1. A series of tests were conducted on 1 and 2 February 1966
using the SR-71 flight simulator at Besle AFB. The purpose of
these tests was an attempt to duplicate the glrcraft snd flight
conditicns which existed at the time of the accident and the:
meneuvers which resulted in los8s of control in order to determine
the reason for loss of control and whether or not 1% could have
been prevented. 25X1A '

.4clpating in the tests were: H(LAO pilot);
: Col Templeton (SR-71 PSJ);
snd Lt Col Danlel (SR-7l Test Operations). With the exception of
Col Templeton, each of these pilots has flown the SR-T1, col
Templeton has flown the YF-12. Observing end recording the .
tests were Lt Col Rothwell (Directorate of Aerospace Safety)

and Mr Hoey (AFFTC Performance and Stability Engineer).
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3, Test conditions were as follows: Alrcraft gross welght
100,000 pounds; speed 3.15 Mach; altitude 77,000 feet; 35
degree right bank in a shallow climb; right forward inlet bypass
doors set manually to match the left CIP., Each pilot flew

one test at 25% C@, 26% CG and 27%C¢. After inltial conditions

were established, the right inlet was unstarted and the pilot
attempted to recover the alrcraft from the ensuelng maneuvers.
Data from the tests was recorded snd can be seen in the attachment to

. WTE ‘peport in Tab W, In general, the results of the tests showed

that at 25% CG little dirricusty was encountered in recovering

the aircraft; at 26% C@ recovery was marginal; and at 27%

GG recovery elther could not be effected or, if a momentary

recovery was effected, the sircraft was lost immediately

when the pllot's attention was diverted momentarily from

the task of maintaining pitch control. NS stated that STATOTHR
the simulator test at 27% CG appeared to duplicate very closely

the man:uvers which resulted in his loss of control in the actual
airceraft.

4, TFurther tests were conducted at the 274 CG conditlon
with the follewing results. (1) With zero pitch rate an
angle of attack of 104 degrees could be maintalned with full
forward stick., (2) Above 10% degrees angle of attack a zero pitch
rate could not be maintained with full forward stick and the
angle of attack continued to increase. (3) With a pitch rate of
less than one degree per seccnd the alrcraft would continue to
pitch up, out of coentrol, 1f full forward stick was applied after
7% degrees angle of attack had been exceeded (Note: At these
flight conditions the angle of attack was 43 degrees for level
flight and 6 degrees in a 35 degree bank). (4) Pitch rates in
excess of one degree per second resulted in immediate loss of
control. (5) By giving maximum attention to the angle of attack
and pitch attitude the aircraft could be controlled, however,
a momentary distrmction from these instruments resulted in loss
of control, (6) Pitch rates and angles of attack which would
cause loss of control were so small that they were not resdily

" apparent to the pileot during a normal instrument cross check,

Additional tests were conducted with the pitch stablllity )
sugmentation system falled and although the alrcraft was more
difficult to control, the results at each CG were essentially
the same,

5., The general opinion of the pllots participating in thepe
tests was that the simulator sccurately depicts the alrcraft
handling quallties and flight characterlstlcs in all areas except
roll response. The roll response to a roll command was felt
to be too high, However, they were unanimous in their épinion
that this did not affect the validity of the tests. The SR-T1
flight simulator employs two Mark I digital computers for
continuous solving of flight, propulsion, navigatlion, communication
and accessory equations to achieve as close a simulator-to- i
ailrcraft performance relationship as possible., The Mark I
computer receives anslog and Bcolean inputs from the cockpit controls
and switches, converts the analog inpute to digital form, performs
the required computations, and converts the results into analog
signals. These signals control the simulator to provide .
realistic response in accordance with the alrcraft's performance
characteristics. The cockpit controls, switches and displays
are exact duplicates of the aircraft. A motion system impartis a
reslistic sensation of flight maneuvers. o
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6. Additional simulator studies conducted at AFFTC are
inocluded as an attachment to this report.

D. INVESTIGATION AND ANALYSIS

1. Lockheed Calilfornia Company pllots assigned to ADP are
not subject to standardization/evaluation flight checks by AFSC
Contract Management Division. Further, there are no requirements
for flight evaluation of these pllots by existing contracts as
far as could be determined.

2. Investigation of the wreckage by the malntenance investi-
gation team and evaluation of known facts and circumstances
revealed that structures, flight controls, engines and afterburners,

all alrcraft systems, ruptures, or flre and explosion were not

factors in this accident. All damage occurred after the alrcraft
entered a statlcally unstable flight regime.

3. A gfoup of four qualified pilots including the pilot

involved in the accident conducted a series of tests in the SR-T1
flight simulator. It was determined that the simulator control

response approximated the alrcraft sufficlently to validate the
tests, Specific results are discussed in paragraph C of this
report. Overall results showed that the probabllity of
recovering the aircraft from the conditions to which 1t was
exposed was virtually nil,

E. FINDINGS

1. The crew was qualified, current and proficient in SR-71
aircreft and was on an authorized flight.

2., There is no standardization/evaluation program in
effect for Lockheed California Company ADP pilots, nor are -
adequate records of flying activity and training being maintained.
3. AFCS facllitles and weather were not factors.

4, Flight planning and briefing were adequate for the
misslon and in accordance with exlsting polciles,

5. Alrcraft preflight by the ground crew was in accordance
with existing maintenance directives,

6. DD Form 365F 1s not used nor is there an eguivalent
fiorm An use for recording weight and balance data, A form titled

R=L2 Flight Loading Sheet 18 used to record loading of all

serviced 1tems with resulting gross welght and CG. The form
does not provide cross-check procedure for fuel locading to
assure desired loading and distribution in the aircraft,

7. The pilot and RSO cperated the aircraft in accordance

with Flight Manual procedures and the test plan from time of
entering the cockplt until the aircraft became uncontrollable,
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8. There is no accurate and direct means to show the pilot
Cd location, nor are there provisions for msnually moving fuel
rapidly aft, as well as forward, to set a desired CG for
various flight conditions.

9. The alrcraft entered a turn using an Auto-Nav pro-
grammed 35 degree bank at 3,15 Mach and 77,842 feet altitude.
CG was approximately 26.7% which 1s aft of the authorized aft
limit of 26.5% for supersonic flight., The right engine unstarted
shortly after the turn was established and the alrceraft immediately.
rolled to approximately 60 degrees of bank.

10. Thegaircraft did not respond to alleron forces to correct.
the bank nor did it respond to forward stick forces to lower the
pitch attitude and decrease angle of attack. A pitch rate

* developed, the alrcraft pltched-up and begsn to disintegrate due

to forces beyond the design criteria.

11, The pllot experienced complete loss of control when
the 'aircraft entered a statically unstable regime in which a )
disturbance in the pitch axis resulted in development of a pitch
rate which cculd not be controlled.

F. RECOMMENDATIONS

1. A standardization/evaluation pregram should be established
for Lockheed ADP pilots and crew members, and adequate records of
flying and training maintained.

2. The R-12 Flight Loading Sheet should be revised to pro-
vide cross-check procedures for fuel loading to assure that the
desired fuel quantity 1s loaded and distributed properly. The
revised form should also provide for computation and recording
of necessary welght and balance data. DD Form 365F should be used.

3. Alrcraft CG, speed and altitude limitations should be
changed to provide a greater safety margin until proper flight
parameters, procedures and equipment are studied and necessary
changes made to provide a safe operating envelope,

. U4, An accurate, direct reading CG indicating system :should be
installed in the cockpit to show the pilot exact CG locatlon,

5. The fuel system should be modified to allow rapid aft, as

well as forward, movement of fuel in order to establish optimum

Ct@ for the flight conditions, :

(etlod) TS ey

1
AN D ROTHWELL WALTER F DANIEL

Lt Col, USAF Lt Col, USAF AFFTC Engineering
Diregtorato of Aerospace SR-T1 Test Force Branch
‘Safety . : !
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STABILITY STUDY = ATTACHMENT

TO FLT OPS & WITNESS GP REPORT

Static Stabllity in Pitch

A longitudinal trim curve for the SR-71 at 370 KEAS and
Mach 3,15 is shown in Fig 1. The two curves for 25% and 27%
C.G. positions are based on contractor wind tunnel and estimated
flexibility data (Ref LAC-SP-508). Notice that these curves
indicate positive stability below approximately 5° angle of
attack (Cr, = .13), that 1s, increasing trailing-edge~-up elevator
(back stick) 1s required to change from a low angle of attack
to a higher one, Above approximately 5° angle of attack the
alrplane exhibits lncreasingly negative static stability which
will result in pitchup 1f no corrective control action is applied,
Since the elevator effectiveness 1s relatively high in spite
of the low level of static stability the pitch damper (especially
the 'lagged pitch rate! system) 1s quite effective and will
maintain a nearly constant pitch attitude even under conditions
of mild static instability, At higher levels of instability or
if the unstable region 1is approached wlth a nose up pitch rate
the SAS 3ystem will oppose the pitch up tendency but will be
unable to reduce the pitch rate to zero and thus pilot action
will be required to prevent piltchup, At aft C.G. conditions T
the level of static stabllity is reduced at all flight conditions -
and thus the critical angle of attack for pltch-up 18 also o
reduced,

The 11ft coefficlent as computed for the flight conditions
reported by the pilot Just prior to the start of the turn is
shown by the arrow in fig 1., Notice that any increase in angle
of attack or nose up pitch rate as might be expected at the
initiation of a turn would placé the airplane well into the .
unstable piltch-up region especlally for an aft €.G. condition,

Lateral Control Power

. At the flight conditions under consideration (3.15 Mach
humber, 370 KEAS) the .SR-71 exhibits s relatively low level of
lateral control power even under normal flight situations., A
condition of thrust asymmetry as experienced during an unstart
will produce a steady state sideslip which is roughly proporticnal
to the difference in thrust between the two engines, This silde-
8lip will result in a steady state roll as produced by the airplane
dihedral effect unless controlled by ailleron or rudder. The
sollid line in fig 1 describes the flight condition where the rolling
moment produced by sideslip is exactly balanced by full sileron
deflection, Also shown are estimated sldesllp values for 100%
and 50% thrust varistion between engines (yaw damper on), For
conditions above and to the right of the cross hatched line the
airplane will continue to roll into the dead engine even with
full opposing ailaron, ,
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Pitchup Description

The pilots description of the maneuver causing the accident
can now be fully explained based on the predicted longltydinal
stability and lateral control power for the SR-Tl., A slight
amount of back pressure on the stick was apparently applied
by the pilot at the start of the turn., The resulting nose
up pitch rate and lncrease in angle of attack placed the alr-
plane into the unstable angle of attack range where the SAS
was unable to completely stop the pltch rate., Angle of attack
therefore continued to lncrease slowl) throughout the
ensuing maneuver. At approximately 8° angle of attack &n

unstart occurred on the right englne distracting the pillot from

the gradually increasing angle of attack., The alrplane rolled
into the unstarted inlet and the pilot applied full corrective
alleron. The angle of attack at this polnt was apparently 8

to 10° and the fully appllied alleron was ineffective in righting
the airplane (fig 1). This further distracted the pilot from
the increasing angie of attack. When the pilot realized that

" the airplane had attained a significisnt nose up pitch rate.

and applied full forward stick the airplane had exceeded a con-
trollable angle of attack and an uncontrollable piltchup
occurred, - . .

‘

Results of AFFTC Simulator

All of the pilots who flew the Beale simulator also flew
the AFFTC SR-71 simulation which had been mechanlized to assist
in the Cat II test program. All of the participating pilcts
felt that the roll response of the AFFTC simulation was much

‘e¢loser to the actual alrplane thar was the Beale simulator. Al-

though the pitchup symptoms were gimilar in both simulators the
pilcts found that they could centrol the pitchup better in the
AFFTC simulator. They attributed this to the low pitch stick force
gradients (approximately 1/3 of actusl), lack of breakout forces
and the unrealistic cockpit presentation. The lower lateral
response alsc appeared to reduce the tendency for the alrplane

to couple from-inadvertent rcll inputs &s was notlced in the Beale
simulator. The pilots felt that in general the AFFTC simulator
verified the conclusions reached after flying the Beale simulator
with regard to conditions causing the accldent, .

The AFFTC simulator was also used to attempt to match the
pitch, roll and yaw angle data obtained from the ANS. A time
history of the best match 1s shown in fig 2. If it 1s assumed
that the rate of climb and sideslip remained approximately -
constant during the first few seconds of the turn (prior to
the unstart) then angle of attack alone can be varied to match .

‘the three measured attitude angles. This simulated data
.verifies the contention that the angle of attack began to in=-

érease at the inltiation of the turn and econtinued to increase
gradually until an pncontrollable pitchup cccurred, :

ROBERT @ HOEY SECRET T
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Tf_FuaolaSe station - = iv 887.8"Cv
~ Moment index :v—‘i'j 104.6
e Tank 1 RH ahutorr . g;h  " usoo#

g? Agg (GALIBHATED)
1. 14, 900
2= 13,100 7
".3.= 16,000
b 9,750
‘5";'i1,2oo

‘ 3” . 14,900 g

79,850
58,449

138 299 Ramp Gross ”l"ggmp C.6.
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‘ Gaug ‘.,y " calib
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C. ERIOR IO A/R (Guage Readings) SECRE,
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2 - 13,5

- 1.6

- 9.4

- 5.8

-1

T30,800

\ 8, ik

G.W. s;sﬁg“ C.G. 24,1%
D. AFIER A/R (Guage Readings)

1=1ks

2 - 13,3 -
3 = 15.6_'1
b- 9.9
5
6

O N ow

- 11,4
79,600
x ”L"u‘ -
GnWo .1 501]‘ CoG’a 21.9%
\ E. Assuming no forward transfer or crossfeed operation, the 0.8,
. at the last recorded fuel reading can be computed in
- acoordance with procedures contained in T.0, 1-1B-40, dtd
15 Dec 1965, '
1. From A/R until Tank 1 R.H. shutoff: (minus 20,000# fuel)
Tank 1 - (=) 10,000 | N
Tank 3 - (=) 5,200

. Tank 6 - (~) 4,800

Remaining: 4 &
1 - 4,500
2 - 13,300
3 - 10,400 ‘
4 - 9,900 |

5 = 11,400 |
6 - égflgg#‘ (6A Full, 6B 2300#)

: 8, 44
| a.w, TiT, C.G. 26.4%
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2, From Tank 1 R.H. shutoff until 42
17,400#) »200# remain., (Minus

Tank 1 - (=) 3,650 . |
a ~ Tank 3 - (-) 5,050 SECR

. SPECIAL HAND
‘Pank 6 - (-) 8,700 LING REQUIRED
- 17,400

Remaining:
1- 850
2 - 13,300
5,350
9,900
11,400
= LH00 (A1l 1n 6a)

8 kg x
-G, 185f5ﬂ8‘ C.G. 26,7%

w
B 1 ]

m
.5
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STRUCTURAL, FIRE, AND EXPLd%%gNrkwvgbwfaAﬁﬁg&lPERTAINING TO SR-T1-A, 8.N. 17952,
ON THE 350° RADIAL/107 NM, CANNON AFB, NEW MEXICO, 25 JANUARY 1966

Except for small parts of chine honeycomb and miscellaneous small parts the
aircraft broke into two sections. The forward part of the fuselage, from the
pitot static boom to approximately station 535 was in one piece upon contact
with the ground. This part of the aircraft came almost straight down in an
inverted position., The impact broke the pitot static boom and the forward
part section at approximately station 240, which is the manufactured joint.
There was observed no in-flight fire nor ground burning. The impact with the
ground smashed the upper surface inward. Examination of the fractures of the
- gkin and the load carrying longitudinal members at the separation point, station
535, revealed quite definitely that the forces acting on this forward part of
X the fuselage were in a direction mostly upward and slightly to the right.
*,. This was evident since the two lower longerons on the bottom of the fuselage "
-~ failed in tension with a slight burr on the right edges of the right longeron,
the skin failure in 45° shear at the line of rivet holes, the compression
. buckling of each side longeron and heavy brinelling of the fracture surfaces,
the compression buckling of the top center longeron and the heavy bdbrinelling
of the fracture surface, and the clear "saw-tooth" tear of the upper left
skin which again indicated final upward separttion and movement to the right.
Examination of the corresponding fractures and deformations on the front
part of the rearward fuselage at station 535 corroborates the evaluation on
the forward part. Even more pronounced is the skin corrugation of the upper
surface on the forward part of the fuselege which is due to the compressive
force as the forward part of the fuselage deflected upwards. This also caused
buckling of the upper longerons.

Evaluation of these observations results in the conclusion that this structural
failure has to be the consequence of an unorthodox maneuver of the aircraft.

In order to create the loads acting mostly upward, the aircraft either has to

be in a pitch up attitude where the dynamic pressure causes the fracture at .
535, or else the aircraft would have to be accelerated in a pitch down maneuver.
The rotational acceleration in pitch down would have to be 'of such a high
unrealistic figure that it is out of the question. Hence, this fuselage

fracture is secondary and is not a primary cause factor. For academic reasons,
parts of the longerons and skin will be removed and subjected to hardness,

pull, and metallurgical examination to determine whether or not they meet
specifications. The report of these tests will be an appendix to this group
report.

Since the survivor, from the front cockpit stated he did not release the canopy
and it is doubtful whether the deceased pilot from the rear cockpit executed
the canopy release, a study was made as to how they were released, The four
hooks for the forward canopy on the upper fuselsge rails were found unfastened
end had rotated to the forward and unlocked position. The two hooks on the
right side of rear cockpit were in partially locked position, those on the left
side were unlocked., Since this part of the aircraft landed inverted, the impact
and pressure with the ground could have moved the right-hand hooks to the
partially closed position. The mating rollers on the canopy are unmarked.

The writer observed a sharp mark made by the canopy release wire on the end of
a tube through which the wire runs for the external jettison of the canopies,
The direction of the markings is approximately in the 4:30 o'clock position.

A reasonable explanation as to how the canopies were released is as follows.
The outer chine section from the station 240 to the station 535 1s an air-tight

SECRET
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The rest of the fuselage, wings and engines came down as a unit right side
up. Upon impact with the ground the right nacelle separated and moved and
. rotated outward from the rear. No evidence of in-flight fire was apparent
" although there was ground fire. The ground fire severely burned the right fin.
Since, from the pilot's testimony, there was no response to his corrective
. control action first in roll and then in pitch up, and also from the direction
of forces on the forward part of the fuselage which caused structural breakup,
it is apparent that the cause of the accident is in the ares of longitudinal
instebllity. This adverse characteristic can be the result of one or more

of the following, besides others:

1. Aero~Elasticity of the structure.

2. Inadequate control surface area. ’

3. Inadequate rate of control response.

i 4. Operating at too far reerward center-of-gravity.
The above items are now being investigated and will be presented in a separafe'

. report.
i
W FINDINGS :

1. The structural breskup at fuselage station 535 is a result of exceeding
structrual design limits due to aircraft longitudinal instsbility in
pitch~up and is a secondary failure.

RECOMMENDATIONS :

1. It is recommended that various studies to delineate the cause for instability
be made and adequate action be taken to prevent future sccidents from this
cause.

25X1A

Ap@led For Release 2001/08/29 : CIA—RDP71BOO590R0001001&01-4

- . -
- N

SECRY™™
SPECIAL M+

compartment, However, when the forward part of the fuselage broke off due to
upward forces it rotated so that the open end at 535 is now exposed to ram
pressure. Lockheed engineering calculated that in approximately 0.13 seconds
that 3 psi can be built up which is sufficlent to blow out the silicone asbestos
honeycomb which serves as the structural cover for the chine. The handle for
external Jettisoning of the canopies is located on the left upper chine cover

et approximately station 320, When the chine blew out, it pulled the handle

* with it and the flexible cable, which mechanically released the canopies.
* When this ‘occurred the forward part of the fuselage is approximately upside

down, so that the explosive decompression and downward "g's", due to rotation,
could break the pilot's seat belt which had broken. Estimating the weight of
the pilot and equipment as 300 lbs and the strength of the seat belt as 3000
1bs, it would take 10 "g's" to break the seat belt. The "g's" due to rotatiom,
plus the pilot's initial 1"g" upside down, aided by the outward push from ex~
prlosive decompression could very likely be more than 10. Assuming a seat

belt width of 5 inches and a length across his body and hips of 20 inches, the
bearing of the belt on his body is 100 sq. in. The pounds pressure per 8q. in.
is then 30. This is diminished by the 4 1lbs per sq. in. of his pressure suit,

Considering the padding of his clothes, it appears that the above is an ex-

planation of why there were no bruises on his stomach and hips.
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MATERIAL GROUP REPORT
SR-T1 S/N 61-7952 (2003)
Accident - 25 January 1966

1. The Material Factors Group Report consists of the Propulsion and
Fuel, Electric and Electronics, Flight Controls, and Maintenance and
Records Group Reports. Findings and Recommendations are summarized as
follows:

FINDINGS:

1. The Flight Control System did not malfunction nor did it
contribute to this accident.

2. The engines were operating in mid-afterburner range at the
time of the accident and did not contribute to the accident;
however, pilot distraction, caused by manual operation of
the right forward inlet doors and subsequent unstart, could
have contributed to the loss of control.

3. The right inlet unstarted from an undetermined cause.

L, The aircraft fuel system was not programming as desired during
the first phase of the flight, subsequent to serial refueling,
it appears that it was programming in accordance with the pre-
gset schedule.

5. The C.G. was aft of the limiting C.G. at the time of the
accident.

6. Maintenance factors and non-compliance with Service Bulletins
did not contribute to this accident.

T. AC and DC power was available up to the time the aircraft
disintegrated.

8. There was no evidence to indicate the loss of either AC
generator or T-R unit.

9. The electronic, instrument and navigation systems operated
satisfactorily during the flight.

10. The electric/electronic/instrument systems did not contribute
to the cause of this accident.

RECOMMENDATIONS :

1. Fuel system scheduling be revised to maintain aircraft C.G,
limits during Mach 3 plus flight.

2. C.G. indicator be provided in both cockpits.

3. The Project Support Office and the Engine Manufacturer conduct
& Btudy to provide more accursate configuration control of all
engines.

' Automatic inlet control reliability be improved.
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5. LAC review their aircraft records on DD Form2 829 and 829-1,
reference Spike Assembly, to insure that the data recorded is
correct and current.

JR
Lt" Col, USAF ﬂ

' Directorate of Aerospace Safety
i Norton AFB, California
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Propulsion Group Report

Propulsion Grpup Report on SR-T1 Aircraft
S/N 61-7952 (2003) Major Accident Which Occurred
On January 25, 1966

JT11D20A engines S/N 648336 and S/N 648333 were installed in the
left and right positions, respectively, on 17 November 1965, Neither
engine had been removed from the aircraft for any reason since the
original installation.

Engine historical data is as follows:

Left Engine Right Engine
Serial Number P6L8336 P648333
Total Time 43:49 Hrs . 62:19 Hrs
Military Time 22:54 30:07
Mach 3.+ Time 11:08 13:06
Mach 3.2+ Time 10:22 l\l 123

The above engine data does not include the January 25, 1966 flight
time.

Pilot write-ups of engine discrepancies since the November 17, 1965
installation (flights 31 through 40) were reviewed. No discrepancies
were noted which could have contributed to the accident,

The engines remained in their nacelles and with the main fuselage
to the point of impact. Impact damage on the engines showed the impact
was vertical with the aircraft in a relatively level attitude with no
forward velocity. This resulted in crushing of engine ceses and
compressor and turbine blade damage which showed the engines were not
rotating at the time of impact.

Examination of the engines revealed both engines received extensive
foreign object damage (FOD). The damage was more severe on the right engine
and caused compresor and turbine blade fractures. This resulted in turbine
and compressor case rupture and penetration of nacelle surfaces by blade
fragments,

Engine combustion cases and burner cans were removed. Debris
recovered in this section revealed numerous pieces which were foreign
to the engine but positive identification of the pleces could not be
made. The battering of burner can domes and penetration of the inner
cones by foreign obJects is evidence that the engines were operating
at high power at the time of object ingestion. :
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Engine instrument readings obtained from the cockpit instruments

which were ceptured at the time of loss of electrical power (separation
of the fuselage) were as follows:

Left Engine Right Engine
CIT ‘ 372°C 365°¢C
CIP Broken 9 psi
EGT 8o8°c 838°C
Fuel Flow 10,900 1bse/hr 11,300 1bs/hr
ENP 4.8 10.5

With the exception of the exhaust nozzle position (ENP) on the left
engine, these readings correlate with engine operating conditions expected
for the flight conditions at the time of the accident. The low exhaust
nozzle area on the left engine (ENP 4.8) indicates the left afterburner
had blown out prior to loss of electrical power.

The main fuel control and afterburner throttle settings were observed
to be as follows:

Left Engine Right Engine
Main Fuel Control Cut off Minimum A/B range
A/B Fuel Control Cut off Minimum A/B range

These settings compare favorably with the reported cockpit throttle
positions,

Engine internal bleeds, external bleeds and exhaust nozzle positions
were observed to be as follows:

Left Engine IRight Engine
Internal Bleeda Open Open
External Bleeds Intermediate Intermediate
Exhaust Nozzle Closed Closed

The exhaust nozzle and external bleed positions are not consistent
with an engine experiencing a normal run down. Since the hydraulic
fluld used in these systems is fuel, it is probable that the loss of
fuel to the engines prevented the engines from functioning during engine
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Fuel System

The fuselage separation occurred at station 535, resulting in
separation of the number 1 fuel tank. Other than this damage, the fuel
sells remained substantially intect. Damage occurring at impact resulted
in crushing of the bottoms of the tanks. The vertical trajectory of the
aircraft in a level attitude is attested to by the vertical penetration
of the top of number 2 and number S fuel tanks by their fuel probes.

The top surfaces of the number 6 fuel tanks (both left and right
wing roots) were bulged upward as a result of internal pressures.
These pressures were generated by explosions within the tanks subsequent
to impact and as a result of the ground fire.

Post-impact fire resulted in melting of furl system components to
the extent that fuel feed configuration and functional integrity of the
system at the time of the accident could not be established.

Fuel readings during the first phase of the flight (prior to aerial
refueling) as reported by the pilot and recorded on the "dictet" were
compared to readings expected from a normally functioning fuel system.
Results of this comparison indicate the fuel system was functioning
normally up to and including aerial refueling.

Using the fuel tank quantities reported by the pilot (dictet),
and sssuming a normally functioning fuel system without the use of
crossfeed, it was determined that a C.G. of 27% MAC existed at the
time of the right engine unstart.

Aft C.G. limits for Mach 3.+ flight is reported to be 26.5% MAC.
Fuel system scheduling, as presently configured, is capable of producing
8 C.G. which is marginal on aft limits. Corrective action is available
to the pilot in that fuel can be transferred forward to the number one
tank. The only means available to the pilot for determination of an out-
of-C.G. condition is by computation.

Inlet System

The pilot reported that, while in a right turn with 30° of bank
an unstart occurred on the right inlet. This was confirmed by the pilot's
observation of compressor inlet pressures which showed the left inlet
at 1h psi and the right inlet at ) psi. The pilot was not sure that he
had initiated the restart switches prior to leaving the aircraft; however,
the restart switch for the right inlet was found in the restart psoition
and the compressor inlet pressure for the right engine was found at 9 psi. .
These two findings, along with engine readings showing an exhaust gas
temperature of 838°C, a fuel flow of 11,300, and an exhaust nozzle position
of 10.5, indicate that the right inlet was restarting at the time of
aircraft breakup.

During the establishment of cruise speed, prior to the turn, the
rilot reported (dictet recording) that the right inlet forward bypass
door had opened requiring selection of the manual control to close the
door. Just prior to entering the turn, he manually opened the door
slightly to provide saome margin for prevention of an unstart. When the
forward door is ON, automatic normally opens to a scheduled position, de-
pending on the angle-of-attack and degree of yaw. Whether the pilot
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opened the door sufficiently could not be determined. Further, it cannot
be determined,if the automatic door system had been functioning normally,
whether the unstart would have occurred.

The right nacelle was subjected to intense post-crash fire resulting
in damage to the inlet control wiring. Wiring deficiencies have been a
large contributor to inlet control deficiencies and necessitated changes
which are provided by Service Bulletin 212. This bulletin was not
complied with on the right nacelle.

FINDINGS:

1. The engines were operating in mid-afterburner range at the
time of the accident and did not contribute to the accident.

2. The right inlet unstarted from an undetermined cause.

3. The aircraft fuel system was operating satisfactorily during
the first phase of the flight and through aerial refueling.

4, Assuming the fuel system operated normally after aerial
refueling, the C.G. was approximately 27% at the time of
the accident.

RECOMMENDATIONS :

1. Fuel system scheduling be revised to maintain airecraft C.G.
limits during Mach 3.+ flight.

2. C.G. indicator be provided in the front cockpit.

%A /Q [ ucars

R G SMITH
DIRECTORATE OF AEROSPACE SAFETY
NORTON AFB, CALIFORNIA
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ELECTRICAL, ELECTRONIC AND INSTRUMENT SYSTEMS

ELECTRICAL SYSTEM

1. Separation of the forebody from the main structure at high altitude
precluded the finding of rotational scrolling on electrically driven
motors such as those of fuel booster pumps and cooling motors. The
separation parted all AC generator feeders to the power center in the LH
chine area just forward of the nose gear. The post-impact fire destroyed
all except one of the fuel booster pump assemblies, thus precluding any
evidence of pump rotation. The fuel booster pump that was in an unburned
state was in the wreckage of the forebody and was most likely one of the
pumps from the number 1 tank. It consisted of the motor, motor housing
and the impeller. One blade of the impeller was bent against the flat
portion of the drive end of the motor with no evidence of scrolling.

In all probability, the blade bent as a result of ground impact since it
is unlikely that this damage occurred as a result of forces Amposed
during the initial break-up of the airplane. The impeller housing of this
pump most probably remained attached to the pump mounting in the main
portion of the structure that burned.

2. The only rotational scrolling evidence found was thaton the end
bell of the SR-3 system gyro. This resulted from the long-cosast down
time peculiar to gyros.

3. Nothing could be learned from the electrical power center components,
such as generator breakers, generator control units, etec.. Although
unburned, major impact demage destroyed all evidence.

4, There was typical evidence of arcing and welding of some strands
of the generator feeder cables which would be expected at the time of
airframe separation when the generstors were feeding a load.

5. The pilot did not see any warning lights that would have indicated
difficulty with the electrical, electronic, or instrument system, nor
did he note any other phenomena that would indicate any difficulty with
these systemns.

6. The evidence of oeprational aspects contained elsewhere in this
report and the statements of the pilot indicate that AC and DC power was
available up to the time the airplane was committed to crash.

ELECTRONIC SYSTEM

1. All of the principle components of the electrical, electronic and
instrument systems were recovered with crash damage only since they were
contained in the forebody which was not involved in any possible in-flight
fire and no post-crash fire. The forebody struct the terrain in a relatively
flat attitude, inverted. Upon impact, the forebody broke into three major
components: the forebody proper, the radome asnd the pitot/static boom.

A considerable number of electronic components were released from the
forebody during or closely following the initial separation of the forcbody.
These components were associated with the Inertial Navigation System (INS),
the Electromegnetic Reconnaissance System (EMR) and the Mission Recording

System (MRS),
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2. The tape from the MRS was separated from the main component and was
8till missing at the time this report was written. The EMR tape was
recovered from the EMR package which was found some distance from the
forebody. Reduction of data from this tape shows chronological evidence
that the system operated up to the time of the airframe separation.
Details of the EMR tape data appear in the Flight Controls Group Report.

3. The Dictet Recorder was recovered from its normal position in the
forward cockpit. The recorded conversation showed the availabllity of
i electrical power up to the time the last known dictation was performed by
5 the pilot. The transcription of this recording is in Tab V of the Report.

l, The INS package was sent to Nortronics for data reduction on 3
February since the means for extracting memory data therefrom do not
exist locally.

Se The Stability Augmentation System (SAS) pitch and yaw rate gyros

i were severely burned, having remained in their normal position and sub-
Jected to the post-impact fire at the main scene. An acetylene torch

Y was used to remove the structure to which the gyros were attached with

' the connectors intact and engaged. A subsequent examination showed that
the connectors were properly mated. Internal impact and fire damage pre-
cluded a functional test since there were open and shorted circuits in
evidence when a pin-to-pin continuity test was made.

6. The fall-out pattern of components was generally in a semi-circle
to the south of the forebody. Winds aloft for Tucumcari during the
period in which the accident occurred averaged 310° with velocities
ranging from 14 knots at 7,000 feet up to 49 knots at 25,000 feet. Data
was not available for winds above 25,000 feet at Tucumcari.

Te Considerable effort was expended to determine proper connections and
safetying devices to all electrical, electronic and instryment components.
The only discrepsncy found was a demated connector (J10L4) to the pilot's
interphone control box. It is highly probable that an unknown person
disconnected this plug or that it became loose and fell away during salvage
operations or during the transport of the forebody by truck from the

scene to Edwards AFB. The other connector to the interphone control box
was secure, These connectors are not normally safetied. There was no
evidence to indicate any difficulty in communication between the pilot

and the RSO or air-ground communication.

i 8. There was no evidence to indicate that the electronic/navigation
systems failed in any way.

INSTRUMENT SYSTEM

1. The elevation at the main impact scene was 4680 feet, as measured
by a servicesble altimeter, with a setting obtained from the FAA Flight
J Service at Tucumcari. The elevation at the impact point of the forebody
—F was approximately 150 feet lower (not mesasured).

2. Instrument readings and pertinent control settings in the front

SECRET

SPECIAL HANDLING REQUIRED

Approved For Release 2001/08/29 : CIA-RDP71B00590R000100100001-4



®) @
Appréved For Release 2001/08/29 : CIA-RDP71B00590R000100100004-4

SECRET

SPECIAL HANDLING REQUIRLL

8. Accelerometer - minus 2.6g, plus 8¢ (not reliable, pointers
free to move).

b.  Triple Display Indicator (TDI) - KEAS: 036
~ Alt: 76,450
- Mn: 037
e,  Airspeed Indicator - 65K
d.  Attitude Direction Indicator (ADI) - Invertea Dive, Heading 130°,

e. Elapsed Time Indicator (ETI) - 1:36 hours. The indicator was
started at 11:20 hours PST by the rilot at take-off roll. This

f.
8. Angle-of-Attack Indicator - 15.5° nose up
h. EGT - LH: 808°
RH: 838°
i. Nozzle Position Indicators - LH: 4.8 units
RH: 10.5 units (0.5 off scale)
J+  Fuel Flow Indicators - LH: 10,900 (1bs/hr)
RH: 11,300 (1bs/hr)
k. TEB Counters - LH: L
RH: 4
1. Throttle positions - LH: Undetermined
RH: Mid-A/B range
m.  Engine Trim Switches - Both neutral (LH broken)
n. FBPD Switches - Missing
0. ABPD Switches - Broken
Spike Switches - Both in Auto (IH Emergency Switch in EMERG)
9. Compressor Inlet Temperature Indicators (CIT) - 1H: 373°
RH: 365°
r. Compressor Inlet Pressure Indicators (CIP) - ILH: Broken
RH: 9 (psi)
8, Restart Switches - LH: Missing
RH: RESTART
t. Fuel Shutoff Switches - Both in VALVE OPEN position.
U.  Fuel Quantity Indicator - 38,100 1bs. (Fuel qualtity selector

elapsed time does not coincide with known facts.

Altimeter - 5,160 feet, setting 30.2k

switch position : TOTAL.)
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v. Hydraulic Pressure Gages -~ LH: 3150
RH: 3500

A: 3100 (psi)
B: 3250 (psi)

w. Canopy Handle - Unlocked position (aft) but not connected

mechanically.

X. Standby Oxygen Belectors - Nr. 1: ON
Nr. 2: OFF

3. Instrument readings and pertinent control settings in the aft

cockpit were as follows:

a. Triple Display Indicator (TDI) -~ KEAS:
Alt:
Mn:

b. Radio Magnetic Indicator (PMI) - Card:
Nr. 1 pointer:
Nr. 2 pointer:

1710K
77,600 Feet
2.15

131°
1ko°
317°

c. Standby Attitude Indicator (2-inch) - 15° nose up, 88° R bank

d. Liquid Oxygen Quantity Indicator - Nr. 1: 8.5 (liters)

Nr.

2: 8.0 (liters)

e. V/E Indicator, milliradians/second (MR/SEC) - A Pointer: 41,1

M Pointer: 38.7

k. Readings of instruments and control positions not mentioned herein
. 18 because of excessive damage, missing components or factors that have

no significance.

FINDINGS

1. AC and DC power was available up to the time the airplane disintegrated.

2. There was no evidence to indicate the loss of either AC generator or

T-R Unit.

3. The electronic, instrument and navigation systems operated satisfactorily

during the flight.

L, The systems discussed herein did not contribute to the cause of

the accident.

RECOMMENDATIONS

None

Nsp-=

Diréctorate of Aerospace Safety
Norton AFB, California

SPECIAL HANDLING REQUIRED

Approved For Release 2001/08/29 : CIA-RDP71B00590R000100100001-4



Appr@d For Release 2001/08/29 : CIA-RDP71800590R00010010@I-4

SECRET

SPECIAL HANDLING REQUIREL
FLIGHT CONTROLS GROUP REPORT
SR-T1 S/K 61-7952 (2003)
Major Accident - 25 January 1966

1. Inspection of the aircraft controls was conducted at the accident

site and at Edwards AFB. On-site inspection included removal of servo

panels, SAS pitch and yaw rate gyro packages and inspection of visible

control hardware connections. The on-site inspection revealed no hard-
ware malfunctions,

2. Inspection and investigation at Edwards AFB revealed the following:

a. Primary Mechanical Controls (Cables)

The center control consocle in the forward cockpit was extensively
damaged at impact and no detailed examination was made of the internal
components. The control stick was doubled back and part of the control
grip missing. The emergency landing gear system cable was broken in
tension at the handle socket. The emergency dreg chute cable was still
attached to the "T" handle and pulled from the handle socket approximately
two feet. The largest amount of control cables were found in a bundle
near the nose section but not attached. Many of these cables had been
cut with a torch to help in transport and could not be identified as to
function. All of the calbes in this bundle were either failed in tension
due to overload or cut with a torch. The aft ends of all 12 primary
control caebles were s8till properly connected to their terminal quadrants
and failures due to overload were found in each cable forward of this
point. The evidence indicates that the primary cables were complete and
in-place at the time of the accident.

b, Mixer

The torque tubes from the quadrants to the mixer were connected.
The mixer had all of its attaching and pivot bolts in-place and safetiedn
The pitch trim actuator was in-place but damaged. The length of the actuator
indicated that the aircraft was in a 2.8° nose up trim position prior to
loss of electrical power. The roll trim actuator was badly damaged
although both of its attachments were in-place and safetied. The roll
trim was approximately at neutral prior to loss of electrical power.
Both pitch and roll feel springs were damaged but in-place and connected.
The mechanical linkage from the mixer to the inboard elevon servos was
damaged. All connections at rod ends and bellcranks were in-place and
accounted for.

c. Inboard Servo
Both inboard elevon servos were damaged but the damage appeared
to be from impact and fire. The servo feedback rods and summing levers
wvere attached and safetied. All electrical connections to the inboard

servos were accounted for, although they were badly damaged. All of the
inboard elevon actuators were connected properly.
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d. Primary Mechanical Controls (Elevon Inboard to Outboard Transmission)

The 4AC32g-1 spring-loaded push rod assembly (shotgun) in both
the right-hand and left-hend inner wing was in the centered (detent) position.
Every Joint in the elevon push rod systems in the inner and outer wing and
the torque tubes in the nacelles were found. All of the bolted connections
were still in-place and safetied. All of the push rod breaks were matched
and were either torch cuts or breaks produced by impact.

e. Outboard Servo

The left-hand outboard elevon servo and all of its components
(servo, summing lever, feedback rod, actuators, and attachments) were in
good condition and in-place. The right-hend outboard elevon servo and
its components were badly damaged. The right-hand outboard wing rear
beam (cylinder support) was fractured and some of the cylinders were
damaged. The right-hand outboard elevon servo was damaged. The damage
to the right-hand outboard elevon servo and its components was due to
impact and fire.

f. Rudder Push Rod System

All of the connections for the rudder push rod systems from
the terminal pulley through the nacelle to the rudder servos were found
to be in-place and properly connected to their cranks. The fore and
aft push rod in the left-hand fin was broken at impact. Both push rods
in the right-hand nacelle and the torque tube in the left-hand nacelle
had been torch cut for transport.

[- 88 Rudder Servo

The left-hand rudder servo was torn loose from its mounts in
a downward direction. The shear pin, attaching the trim actuator hanger
to its support structure, had been sheared. The summing lever and feedback
rod were ln-place and safetied. All actuators were in-place and properly
pinned. All electrical connections were connected and safetied. The
damage noted was caused by impact. The right-hand rudder servo and all
of its components (servo, summing lever, feedback rod, electrical
connections, and actuators) were in-place and safetied.

3. The following data were recorded on the Electromagnetic Reconnaissance
System as output from the Astroinertial Navigation System.

a. Inclosure number 1 is the EMR dats in graph form. Page 5 is
approximately the last 30 seconds recorded. Altitude change was from
TT.5K to 79.2K, navigation system pitch change was from 6.9° to 13.2°,
roll change indicated slight left wing down 9.6° just prior to start of
turn, this progressed to right wing down 41.5°%, true heading change was
from 93.6° to 107.9°, and change in flight path data presented represents
the deviation from the straight line path at the beginning of the turn.

b. Inclosure number 2 represents the rate change over the same period
of time for pitch, roll and heading. Meximum recorded rates for heading
was 3.7°/sec, for pitch 1.3%/sec and for rolil 5.4°/sec.

SECRET

SPECIAL HANDLING REQUIRED

Approved For Release 2001/08/29 : CIA-RDP71B00590R000100100001-4



Appl@d For Release 2001/08/29 : CIA-RDP71BOO590R00010010@I -4

CRET

SPECIAL HANDLING REQUIRED

L, Analysis of the sbove data and data obtained in the SR-T1 flight
simulator located at Beale AFB, and the engineering flight test simulator
at Edwards AFB is contained in the Flight Simulator Study of the Operations
Witness Group Report.

FINDINGS:

1. That the Flight Control System did not contribute to this
accident.

RECOMMENDATIONS :

1. None.

RA GORDON, JR ﬂ

LT ¢0L, USAF

DIRECTORATE OF AEROSPACE SAFETY
NORTON AFB, CALIFORNIA
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DEAD,
*.

18
* * x

* %

»
*.

****************************

By DON REYNOLDS

and another injured about 4:

County, New Mexico.
found virtually intact a

east of here.

Air Force officials at Ed-f
wards Air Force Base,
Calif., identified thé&-dead;
man as James T. Zawyer of,
i Lancaster, Calif.

—U.S. Air Force Official Phols] The jnjured man, who was not |

- P believed to be in serious condi-
Spl’lS Out n Fll allt ) - . tion at Trigg Memorial Hospi-
| tal in Tucumeari, NM., late
Th]s is an aerial view of the SRAI which crashed in northeastern \e\w \lexxco Tucsdav afterison, Performance of the plane, which car-|Tuesday, was identified a5 Bill
2 crew of two, is termed the most effective of anv gperational aireraft in lhc waild. Oue of fhe crew members nas killed, but the;Weaver, 37. resident of North-

ridge, Calif, 1
ras not senuusl\ iajured in a bailout from 80 000 feet. - A Agu' Force and civilian security

. . and investigative persaanel from

e i Amarillo Air Force Base, Wright
- X . Patterson in Ohio and two Cal-:
ifornia bases were summoned to|
 the accident scene and were still|
. . : - - pounng into the area after mid-|
2. R ‘night Tuesday.
’ : Approved For Release 2001 108129 CIA-RDP71 BOO590R0001 00100001-4

‘\\ore heard by witnesses on the

Seemﬁy Lid
'. Put on Crash

and WES PENDLEY

Of Qur Stoff
and BOBBIE LUTZ
Eastern New Mexico Correspondent

\IOSQLERO N One civilian test pilot was killed

15 p.m. Tuesday when a top

o . secret SR71 super spy plane apparently caught fire in
midair and pancaked onto a high plateau in Harding

The twin-engine, 2,000 mile-per-hour aircraft was
quarter-mile east of New llexico
102 and a mile north of New Mexico 63, about 20 miles

Witnesses reported t.hey heard]
a loud “popping” noise when:
the plane, flying at high speed!
and great "altitude, apparently|
exploded,

After the first exploding noises

ground, the aircraft’s speed di-|
Tninished greatly, and it began a
spiraling fall to the ground,

iling a stream of heaw white
tmcLe as it descended.

Afbert Mitchell Jr., an eve-
witness to the crash, reported

he and several ranch hands

were  branding  colts at  his
ranci hcadquarters east of
Mosquera.

Mitchell said, “At first, we
heard a loud bang, then we saw
.Ismoke, and about’ four minutes
later we saw two parachutes."”

The two-man crew is enclosed

i i




;jeome necessary to abandon the

(y
 Approved Fo

Crash--

(Continued From Page 1)

'In a pressurized eapsule which
fpmtccts the men should it be-

aircraft. at high speeds and high |
allitudes, .

Reportedly, the capsule auto-|: .
matically ejected when the plane |
was flying in cxcess of 80,000
feet. The planc is capable of ;
speeds up to 2,000 miles per hour
al that altitude.

“'One of the fellows was dead
when T got lo him, T got (o this
Weaver boy about a minute after
he landed. T helped him collapse
his chute and gel free of Lhe har-
ness,”” Mitchell said.

Mitchell, also a pilot, jumped
In the ranch helicopter and flew
to the landing place of the
pilots. - Hle picked Weaver up
ad fook him 1o the Tucnmeari
hagpital, but left ihe body of

r Release 2001/08/29 : CIA-RDP71 B00590R0001001 0@1 -4

Debris from the nose of the
plane was strewn over a small
area, and a deep gouge ran
through the earth for only
about 30 feet. The evidence
prompled Air Force officlals
to assume that the plane had
“pancaked” to the carth, fall-
ing flat on its helly rather
than stiding along the ground.

Tt was assumed that radio
contact of some kind had been
made by the pilot before the
two-man crew cjected.

Lihbey said within moments
after the plane  disappeared
from view, two Alr Force je{

curity precautions and investiga-
tion.

' MajJ. O'Brien said that Brig.
Gen. C. D. Stewart, director of
-dcrospace safely at Norton Airl
Force Basc in San Bernardino,
‘Calif., would be in charge of the
Anvestigation.

y Under his command will be
‘personnel from Amarillo, Cannon,
'Norton and Wright-Patterson Air
Force Basc in Ohio.

An 11-man squad headed by
Flying Safety officer Maj. Jamos
Habn from the Amarillo base was
sent to the crash scene Tuesday
afternoon.  Inchuded were  ajr
policemen and safety personnel

4 ! Washington  milita officials
) the dead man in place. . fighters were circling the area, "ljuesdny gnfternoon igued girecs! o euo
©megons oy, AT Force  security  officers b —aen - - Three employes at an Leel= ttives to two Tucumcarl funeral
uﬂ_ ' " lisolated Weaver at the hospilal ‘plant near Mosquero also wit- Jomes and to Roy Rumbaugh,
T . land allowed only two doctors to nessed the descent of the ddministrator of Trigz Memorial
- ) treat him, Di. Thomas B. Hoover plane. They Lald Harding County iHospital, ordering them nol to
: L [and .I)r. George hvnt}s were con- deputy sheriff Sleve Vigil that release any type of information
A e oo modieal e on thes Iooked un aflor 2 sha rpj - Jaboul the cead avalor,
’ : . An ‘mt(-ml:ml, at the hospital |! FA\~]‘I](‘N(m m;d MW;('!h'e ?i%clértllc‘ ! yamlsposition of Zwayer's bady
2 IR said Mitchell landed his helicopter|: “t”,m‘"h and smoking directly _Was not certain late Tucsday,
P on flie hospital parking lot, but| v"‘)'f“‘ { em. i a . i but reports indicated that it
I ! said she was under strict orders ! _ They said the plane was fly- would be taken to Cannon Alr
e “not lo give oul any information’| Jng in a northeasterly direction Force base In an Air Force
b 7 . |concerning Weaver. ' before the “‘E""}d oﬁ the cxtr;losd-l ambulance,
§ .t : o . . ion. None of the three notlced! . |
T e i bowever, that Lel et R I3 o later deveion
5 ©fpital. : 5'”“';15' lnrl(” “I’." "ll’]‘"s }“t lhﬁf formerly designated 'lh::v A(;ll e
. ) . i ground, slale police had formed' \ n ey
i ' wi\i‘\'ﬁ{.m'é‘.,-f,{"d lh'\"‘ lrim”:gd u:g? a cordan around it. Less than an MAH,);,ME;. mr{;'(’_{fhr%m iqvcloy}-
it ) hospital At‘coﬁ‘dine to leitchclli hour nfler the crash, a rope bar. | Corp., emplo nlrs ? th "o
{1 v Woiver soid Tivorything a e rectnan throvn up around, - iiic, Gan oo, O e two
Roing fine, and suddenly—whoof," ;lixrslf.nvnks;ii(l a pholographer| * th:‘ll%rNtc\v M(‘.:(ico accident was
il ) Mitehell said the aireralt was who accompanied him to the 1teslin 5t reporled in the entire|
i {}hl':‘lif at]]czr]lnxtcxtmlzcllyl high al, crash sile was n]]r;]wcd“!o take ’p]vwncsg sequence of all three
gy o exploded. { piclures, but that his ilm was ! ,'“] Vo §
Weaver later told Alr Foree | cnnrismtmlI rhy lslnic police be- ‘to mcihyt.irlyZAscrnf‘\;'iccieuisw:: ;:)1;)1012:
-;.! ol'l‘iclnlf at the hospital thal he ; fore they left the area. ‘tional “weapon system al Beale
o was  “pretly sore.” Doclors, | Maj. Dennis O'Brien, public +Air Force Base, Calif,
] lm\vcvfr. said ihere were very information officer at Amarillo TOSUI_'HI on the newer SR71, how-
5 few visible injuries, notably a: 1 Air Force Base, said the ine ! ever, is continuing at Edwards
: ! light cut on his nowe, ; . vestigation of the crash was | Al';"hFOF\(:%];}:sp, s
i . | the responsibilily of Cannon Air - Ne YFI2A was  designed to
i o e, cxzhed an the o Force Base 10 Clvtlhe clos. | |21ty misvos 10 Son o high.
E miles from the lnndinn place of est military installation, ’ sgrlr?cg :Tn:ox;qwr-r;rthe ?r‘iaqcr?lmcs
i the two flycrs. ] A : Cannon officials, however, re-: sophisticated  air-to-air mis};ileﬂ_
; DQ'ua_x _Coun?,y_ Deputy  Sheriff . chsmd personnel from Amarillo! [but is designed primarily as a
Eie i, 0, 3, e T Bl m tey e b e 0
ame s 0 ; — e iaee - " ‘ ssance aircraft, i
:,Zl)d p.m, from the Slate Pohce‘ - Observers at the crash scene
cadauarters, ! .- |late Tuesday were warned to stay
State police ordercd that the . (... - clear of the aircraft until any
‘ area be guarded with officor: |armament aboard could be locat,
" and that the body of the deac ' ed and deactivated, . . ni
] man was not to be moved unti’ ) -
i Air Force officials arrived al ‘ . -
; the scene. e - -
E Gil Ilenshaw, cditor of th¢ e
) Tucumeari, N,M. Daily News'
K reported thal he went to the l
§ scene and  found the fuselnge ' :
4 generally Intact, \ i
He sald the entire plano was
1 blackened by fire, and tha
A some flames were still flicker. ’
i ing in tho arca when he arrly-
4 ed. The only portion of the
4 . plane which appeared extensive- .
i ' ly damaged was the nose sec. S
tion, .
. 8
tantdd caiade o
- i Kt ? e thale ARLE: Eih b LU e Ml a4 r"',rr rrvr { T vy Tf o
% B S T R ! a N [ )
(R P '
k2 D
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THE DALLAS TIMBS HERALD, Dallas, Texasy 26 Jan 1966
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—AP Wirsphoto

These are aerial and ground views of super-secret U.S. spy plane.

rash

secrecy Cloaks Jet
- Test Pilot Killed in Mystery Mishap

iy
S ROY, N.M. (AP) - The mili-[another injured  slightly . o ployes from cnlering the area,| Mitchell and several others
i fary clamped a tight security|the black SR7L spiraled to varih |, 1 refused Lo eclaborate on de-|said they heard explosions be-

cover around A novtheast New near the Texas border T v
i Mexico ranching arew nfter the|Both men parachuted oul . .

" flaming crash of . & 2,000-mila fburning jet, One was found dead "

per hour American  reconnals-|by ranch workers,

sance plane, The Alr Force slopped every-

y ‘, . One test pllot was killed andlone but tanchers. end thelr em-

w“

fore the plane began a long fall
A sposesman at Edwards Air to earth, trailing gmoke, .

‘otee Base, Calif, snid the| The SR7, a.slighily heavier
SR7L was on a routine long-[8nd longer model of the YF12&

’1 dlof the crash.

range fost flight. The spokes-|PUllt by Lockheed, went “"°J
miun said that #t was the first !‘"Y.?GQ Jan. 7. T v A
reported  accident {for the new’ ;
series  of  twin-engine  surveil- . i

fance cralt capable of scanning N

60,000 square miles of earth.

from an altitude of 80,000 feet. ,

The Lockheed Aircraft Corp.,
which huilds the secret craft,
identified the, dead pilot as
James T. Zwaycr of Lancasier, |
Calif. The injured man, Bill:
Weaver, 37, of Northridge,
Calif.,, was admitied to a Tue
cumeari hospital but he was not!
believed serlously hurt,

A rancher who carrled Weav-
er by helicopier to the hospital
quoled him as saying he didn't
know what happened to thd
plane, o

“Everything was going  fine
and suddenly — whoof,” Albert,
Mitchell Jr. quoted Weaver as]
saylng. : L

[ . PR ,.js

PR

Approved For Release 2001/08/29 :

CIA-RDP71B00590R000100100001-4

/



g ey e gy

| JOURVAL HERALD, Dayton, Ohio, J‘an_26, 1966

i '

- : N
A g K S P o o
S P Y i N e SR NI

PSR

S o piactone T

P RS A

LIREE . . L . : Ansocinied Press Wirephoto
{ { . ' \
Super Spy Plane Shown in Flight

o o« SR-71 tlics at 2,000 miles-an-hour

SR 71 Crashes Durmg

i

S

{

ALBERT, NM. — (UPI)
.| —A new Ailr Force jet re-
connaissance plane capable
of flying more than 2,000
rmiles-an-hour exploded in
flight and plunged to the
ground in desolate north-
eastern New Mexico yester-
day, killing one of the two
civilian test pilots aboard.

The other pilol aboard para-
i chuted o safety. Air Force of-
ficials quickly eclamped a tight
i ‘security lid on he crash scene.
Both tesl pilots were employed
by Lockheed of California.
Lockheed  officlals said Wil-
liam A. Weaver, of Northridge,
Calil., parachuted to safety but
(that James T. Zwayer, of
‘Lancaster, Calif.,, was killed
. despite the fact he cjected from
the airplane.
. The offletals said ihe plane, a
four-engine craft known as the
fSR-T{, was on u routine flight
Lanrl had left Edwards AFB
Tearly yesterday. The plane,
"built by Lockheed, hau been
undergoing tests since Decem-
ber, 1964, It was declared op-
emuonnl and some of its typc;
+have been turned over to the
JAlr Force, which designates
them A-111, |
| Gil Hinshaw, editor of the
i Tucumeari,” N.M., Daily Necws,
said the plane c¢rashed on a
high tableland necar a small
. penk,
i Hinshaw snid a New Mexico
stade police sergeant confiscited !
pictures his pholographer hdd
‘ 1#%en of the new plane.
i © New Mexico stafe police said
.they had been telephoned from'
i, Richards-Gebatier AFB, near
"T""’ ¢ iansas- Clly, and told to slap !

ltotal se(urhy m'ound the plane

i !

= T@sl Killing One Pilot |

until the Air Force could get
to the scene.

The plane crashed about one
12 two miles cast of the intersec-
tion of New Mexico highways
102 and 65, some 20 miles cast
of the tiny town of Mosquero.

Mrs. Albert Mitchell, wife of a
former New Mexico national Re-
publican committeeman, said
her son A. J. Mitchell Jr.,, a pilot
flew a ranch helicopter to pick
up the survivor.

‘“He picked up the boy where
his parachute landed and took
him to Tucumcari,’” Mrs. Mitch-
ell sald.

Hospltal authoriticn said
Weaver was in "satlsfacbory
condition.”

He was quoted ns saying he

felt “kind of sore’ but otherwise .
“‘all right.” "

“The plane exploded right :
over our ranch,” Mrs. Mitchell
said, "1t crashed in a road. My
husband and some of the cow-
boys were out and saw the ex- )
plosion.

“I heard it but nothing else,

“Tt. just blew up and then the
chules were scen shortly there-
after, They ook off immediately
o go to the boy.” .

“I cannot divulge whcrc the
plane came from at the pre-
sent,' Mrs, Mitchell sald. “When
they (the Air Force) 1ell us we
can tell you we will but not until

{hat time,

“They have asked us not to
say anylhing.”

Hinshaw sald the plane came
down on the Nm‘man Libby
ranch,

“Tt had windows,” Tlinshaw
‘said, ‘We walked right up there
cand  started taking pictures.
\Then some rancher told the
stale pollce sergeant we had|
-taken some piotures and he took
‘our oamera,

"I asked him for the oamera
back and he took out the film.!

" Aﬁp‘ro"ved‘ For Release 2001/08/29 : CIA-RDP71800590R000100100001-4
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—~Stal Photo by MEINHARD EICHEL

This is the SR7L piloted by two civilians which crashed Tuesday afternoon on

the Albert Mitchell ranch in Hardin County, N.M, One of the pilots was Kkilled

_ and the other survived. This vlew of the wreckage wos {aken with a telephoto lens
from the highway, about a mile away.

* Tk Xk * Kk &

Tucumeari Hub of

Official Activi Ly

TUCUMCARIJ, N. M. — The
crash of & supcr-secrel spy
plane about 75 miles northeast
of here Monday had resulicd
Wednesday in a military bi.
vouac in the heart of {his New
Mexico city.

“He told me he would order |
the photos refurned. I saw a
illetin on police wires (aboul
mid-morning) saying they were
to be rcturned, hut I don't ex-|
pect to see them again.”

The _cloak-and-dagger sceurity:
operations  included orders  to

Jet-powered  helicopters Tanded
and took off in the middle of a

block long scction of a eity strect
~near the National Guard Armory
while inside high-ranking military
brass sct up a command post re-
sembling a tolal-war operation.
News media were denicd any
information about the command
post activilies while photographs

were confiscated  and  citizens
were warned not lo “lell any-
thing."”

An estimale could not he made
of the number of high-ranking
military and “not military” per-
sonnel manning the post, but ho-
tels, including the 60-unit DPow-
Wow Motel reporled  capacity
military registrations.

“We're complelely full,” said

a spokesman of the Pow-Wow

at mid-aflicrmoon. By nightfail,
the cmploye rcported, “We've
been doubling-up all evening.”

While many of ihe personnel
scurried back and forth to the
wreck scene in the two transport-
type jet cargo copters, others con-

civilians having any Information
aboul the crash to keep mum lo
reporiers.

“I'm really sorry,” said ranch-
er Albert Mitchell Jr., who [lew
the pilot of Lthe craft to a hospital
here in his personal helicopter.
“I've been told I can't tell you
anything ahout it."”

At the Pentazon in Washington,

of tho Air Force said, complaints
of such tactics had “alrcady re-
sulted” in reprimands. ’
“I really don't understand
what is bhappening theve,” said
Maj. Tom Martin, a member of
LeBailly's stalf. “We are {ry-
k Ing to gel this straighiened out
and cooperale. Buf, we must
" also protcet the (secret) equip-
! ment on that plane,”
! "It would scem that by now
i all of it should have been cover-
. ed up. I'm surprised they won't
; Iet you take photos under their
supervision.*’

centated . on  tightening sccurity] Advised of the Pentagon report,

lids.

“They got me up in the middle

Mitchell said:
“That's the whole problem; this

of the nichl and demanded some|is not the military doing this.”

photos we- had taken hefore the

He declined Iurthgr comment —

Air Torce arrived,” said the pub-| *under orders."

[Maj. Gen. IZ. B. Lt Bailly, director
of information for the Sceretary

L
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—Stalf Photo by Ml’:\l.\N‘.HARD EICHEL
Rancher Albert Mitchell
Jr. points to the sky where
e first heard a popping
noise and later saw para-
chutes coming down. IHe:
usced the ranch helicopter:
to get to the area where

© the two SR71 flyers land-

lisher of the Tucumcari Daily! ¢ ttne os menime ke 024 el and took one 75 miles
News, Bill King. ; pifal In Tucumcari. -~
“I called the State Police office to tTrlgg Memorial Hos-

the next ay and asked them why RTINS NIRRT

a patrolman had taken them,” . mbldian - -

he reporied. “The sergeaht said . .

he was unaware it had happencd, t
. {
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~Stolt Phofo by MEINHARD EICHEL .

-Helicopter Ai{rborne'j}' ' A

A jct-powered helicopter takes off from a barricaded spction of a city street in Tucumeari, N.M., where al
o coﬁ]mulmd post has l)clcn set up to supervise the investigation of the crash of a SR 71 about 75 miles away in|
I rugged ranch country. Military and civilian officials sct up the command post at the National Guard Armory.!

| : . i
-:\,**********************z
!

Sy Jet Wreck Probec

o help Weaver collapse hispk kK K *

t By WES PENDLEY { The spy plane, designed  (ochuie and get out of the harness.

of Our Stolt rcpl;llcc(zllhc U:]! of previous fame, At the direction of security
crashed Tucsday. A Defense De-agents, he later refused to com-
BULEYEROS, N.M. — Alpartment spokesman at Wash- EentS, ’ l

ftwo-cngine jet, militaryjintton pinpointed the time as* * * * * *
i : e

r—

'reconnaissance planc cruis- 2:32 p.m., New Mexico time.

.- James T. Zwayer of Lancas-
ed Slow,ly over alplatcfauhscv ter, Calif., one of two civilians
eral miles south o €I'C manning {he aircraft, lost his

; Wednesday afternoon in- life in the crash.

specting the site where its - )
! iprobable” twin crashed Tucsday 37"‘;‘3'11;!"_‘{‘1'?3: dag!:-l, AC.a?i‘;eml,l(\:(i
] ‘afternoon, ! ’ o
o X .. parachuied [from the 2,000-
On'thc ground h(,lo'\v, an in-. oo onchour, high - altitnde
spection team composed of Alr oap "7 aver was dead when
B Force specialists and Lockheed he bit the ground
y - [Aircraft Corp. personncl comb- .

PR

e e e o

L el .
e g

A witness to the crash, who
. i arrived at the scene ahcad of
4 (;th(:‘l lr,ld'ur%s,},’ police, securily agents and mili-
‘ Story, Page tary guards, said Zwayer's pres-
i sure suit was torn and  his
4 ed the debris searching for 0xygen mask appeared to have
) clues as {o what caused the been ripped from his face “by
P crash of an SR71 experimental some force.”
E aircraft. First on the scene, however,|
E Intermitfent waves of B52 Was Albert Mitchell Jr., a ranch- l
i
3

3

.

{ - u el

, WILLIAM WEAVER
|ment on the condition of Zway.'
ler's flight suit. He did say
Zwayer was dead in his para.!
chute harness when he rcachcdl

I‘ .

bombers also made [fequent €T Who witnessed the crash. Ile

passes over the aven, presum- [lew to where the (wo men were,

descending and landed in timo
‘. )

Ao b
JAMUS T.

/ \ R T

1 . |ably taking photograpl A

J lably taking 3 otographs; , IWAYER. .
reT, ,“"

1 ‘ | | 4 A
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As reporters talked to Mit.!
chell at his ranch home Wednes-
day afternoon, he was asked
what the airplane looked like
that had crashed.

“Well,”” said Mitehell, look-
" ing skyward, “if you want to
see One, there goes one,™:

Overhead, a dip-nosed, swept-
wing, craft passed by at low
- altitude approaching the crash’
scene, lis Jong black fuselage:
i resembled an oversized cigar:
and its pointed nose the beak;
. of somc prehistoric flying rep-
e, 5
The SRT71L is considered {he
; most advanced plane of its kind;
in the world.

Mitchell said he and somc
ranch hands had been branding’
coll:; when they heard a erash
in the sky, Looking up, ho said,
they saw the SR71 ﬂuttermg.
carthward “like a falling leaf”;
” trailing a plume of white smoko
" and belching flames.

" Olher witnesses sald the craft
“circled lazily as it fell, emitled!
. a sencs of popping explosions:
and ‘“‘winked" fire, !

.~

Mitchell said about  four |
minutes after they first
hcard the loud crash, he was
able to make out four para-
cuhtes. Two of them, appar-
enlly, were lowering the plane;
cabin capsule to carth,

Tight security has prcvon(od
the inlerview of Weaver —- r.he}
only person who could tell about
the harrowing descent from an;
estimated 80,000 feet, J

Before sccurily agents put a
“hush” on Mitchell, he quotcd
Weaver as saying:

“Evcrything was going fmc,!
and suddenly — whoof!” %

Mllchcu said Weavcr told hlm

hc rhd not know what had gone
wrong,

Mitchell flew Weaver to the
Trigg Memorial 1lospital at
Tucumeari in hig helicopter '
and landed in the parking lot -
outside the door, Weaver was °
admitted for ohservation but
was not helieved Lo be serious:
Jy iojured, i

Reanrts Wednesday indicated:
111(- RS7L was flying at an als
Hitude of 80,000 feet, or higher,!
lat an estimated spoed of 1,800°
miles per hour, when it womc'
"how way disabled,
i+ Also, an’ Air Force officer who
refused to give his name, said
Iastest speed prior to Tucsday,
lat which a pilot had cjected
(from an airplanc was 800 miles]
iper hour. :
i Tight seccurity was clamped
'on the crash site on the Nor.
Iman Libbey ranch, with only
Ilbbcy and his ranch hands be-
ing “allowed in and out of a
‘pasture gate leading to the pla-
‘teau where the RS71 came to
‘rest.

An Air Force scntry armed
‘with an M-2 carhine would not
‘permit photographers or report-
erg to pass. An Office of Secur-
Aty Information licutenant sald
‘to a Daily News reporter:

)

“Plhere Is stil a hell of .
lot of clasailied Information
in that field,”

A photographer was allowed

to take piclures from New Mex-
fco 102, where the pgate leads
{o the crash scene about a quar-
ter of a mile away.
. The SR71, from that distance,
‘secemed to be generally intact
with the exceplion of the nose
scction, fragments of which were
'scatlered about the terrain,

Zwayver's body was transferr-
led to the Doughly Funeral Home
jat Tucumcari Wednesday after-
{noon after it had been X-rayed
;al the hospital, i

An iufopsy was performed by
ILt. Col. J. Gordon Webster of
Washington, D, C., consultant in
pathology to the surgeon gencral
and a member of the Air Force
‘Axr Crash Mcdical Investigating |
‘Team, .
" The body was nol visibly mu-
tilated, There were strong in-'
dicationg that Zwayer died from
oxvgen starvation.

The body had lain where it
fell, in an ice-crusted, muddy
pasture, until carly Wednesday
morning, It was guarded by
state police. 1

An ambulance from Cannon,
Air Force Base near Clovis took|
it to the Tucumecart hospital at

that time.

Marvin  Doughly, funcral
home operator, said Security
agents had forbidden him to
talk about the condition of the
bhody or the apparent cause
of death,

Libhey rveported that minutes
atter the  plane  struck the
ground, two Air Force jet fight-
ers were circling the area.

Newspaper photographers who
arrived at the scene before the
arca was cordoned off had film

|exposed by them confiscated by

state police and given to Air
Force personnel.

The Air Force has sct uwp a
command post at the National
Guard Armory in Tucumecari lo
oversee a thorough Investiga-
tion.

The S&R7L is capable of fly-
ing high cnough to scan 60,000
square miles of carth, It is a
istightly  longer and  heavier
model of the YF 124, also built
by Lockhced,

1t was first called the A 1-11
when its development was an-
nounced by President Johnson.

Alr Torce sccurity guards
will remain at the crash site
until the on-the-scene investl-
gation Is completed,

Air Force personnel {from the
Amarillo Air Force Base and
Cannon Air Force Base, includ-
ing medical, legal, and flying
safcty specialists, have been
rushed to the scene.

Amarillo Air Force Base sent
50 military personnel and the
following equipment to the crash
scene: 10 trucks, a .bulldozer,
a forklift, iwo flat-bed trailers,
three troop carrier trucks bor-
rowed from the National Guard
and a fuel lruck
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AIR FORCE CALLS P

RESS CONFAB

. The test pilot who died in
i | Tuesday’s erashnear Mosquero
of the super spy-reconnaissance
SR-Tl, the world’s fastest air-
craft, will be buried Monday in
Arlington National Cemetery
with military rites,

Doughty Funeral Home,
where the body hasrested since
the crash, announced today that
. | funeral services for James Per-
| | shing Zwayer, 48, 'a test pilot
! | forLockheed Aircraft at the time
i | of his death, will be held tom.
i i orrow at'l p.m. in the Shannon
| Funeral Home in Ft. Worth,
1 Tex.

Pilot Of Spy Piane

To Be Buried Monday,

| Zwayer’'s body was shipped
by rail from Tucumcar{ last
night after weather conditions
prevented a Lockheed aimplane
from flying the casket out of
the city’s Air Hub,

The! dead man is survived
by his widow, Lucille,and three
daughters, Nancy, Linda and
Carol, all of Lancaster, Calif.;

two brothers. B.E. Zwaver of
Westchester, Ohio, and Roger

of Maderia, Ohio; his parents,
Mr. and Mrs. Clyde H, Zwayer ]
of Bradenton, Fla,

A Doughty Funeral Home spo-~
kesman said that the funeral
was being held in Ft. Worth

P —ca—

because the widow is a former !
residont of that city, !

Zwayer was anAir Force col-
onel until Sept. 30, 1964 when he
resigned to join Lockheed.

It is belicved that Zwayer |
may have died while ejecting '
from his super secret aircraft
before it plummeted to earth -
on the Norman Libby Ranch :

‘about 20 milés east of Mos- .
. Quero at 2:36 p.m. Tuesday,

An autopsy, performed at
Doughty’s Wednesday by ateam
of physicians and pathologists,
revealed that cause of death
was a broken neck and a cer-
ebral hemorrage,

i N

1

. dition and later released,
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and Grove area

ment {o the crash scene
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near the National
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LICOPTERS could well be the wording on street signs in the Hancock
Guard Armory in Tucumeari where the U.S, Air
! Force roped off one bluck of Hancock Street for a landing strip. The jetspowered H-43
- +Kaman -‘liusky” rescue choppers like the one above a

. Tuesday alout 20 miles east of Mosquero.

re transporting men and equip-
of the top secret SR/1 spy plane which

i o W

e b Vot il
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plummeted to earth

liam A, Weaver, 37, Northridge,
. Callf,, parachuted to safety
“from the doomed SR-71 andwas |
brought by helicopter, flown
by Rancher Albert Mitchell Jr.,
to the Dr. Dan C, Trigg Mem-
orial Hospital where he was
found tfo be insatisfactory con-

Col. Horace D. Templeton,
commander of the Tucumcari-
based team probing the cause
of the crash, was to meet to-
day at3 p.m.withnewsmen from
8 wide area to answer their
questions. ‘the press confer-
ence was to be held in the Pow
Wow Restaurant,

Templeton, from Edwards
Alr Force Base, Calif., where
the ill-fated SR-71 flight ori-
ginated, yesterday released
Daily News films of the crash
that were confiscated by the
State Police and later the Air
Force. Reportedly, the film con-
tains the only civilian news med-
fa photos taken of the downed
aircraft,

i State Police said later they

" planned to release the film
following "2 protest Trom the
"Daily News, but Air Force
officinls fntercepted the un-
developed roll.

Today in Santa Fe, State Po-
lice Chief John R. Bradford
released the following policy
statement regarding the Iaw{

{

, enforcement agency’s roll at
. military plane crashes:

‘‘Generally speaking, our ob-
. Jective is to maintain safety |
at the scene of an aircraft |
crash to prevent pilfering and
safeguard military facilities un- I
til the military can take over. ;
As far as pictures, we gener |
ally have no concern here other -
than the fact that if pictures
are being taken, the military
should know about it,

“In  some of these accidents
classified status applies to the
equipment and there should
be precautions to safeguard the
nation’s cladsified position to
keep material from falling into
the hands of unauthorized per- .
sons, We don’t intend to inter. '
fer with the news people’s tak- |
ing of pictures. The only angle |
as far as the news people are .
concerned is the safety factor, |
Such_things as pop-out eject-
ion seats or weapons could pre-
sent dangers. And the state
police have no way of knowing
whether there Is a nuclear wea.
pon aboard or not--the military
doesn’t keep us posted on what !
the score might be but when |
we get & report of highly class-
ifled situation it's question-
able just exactly what steps
Yyou do take until the mili-
tary comes and takes over."

The SR-71, capable of speeds
at over 2,000 mphand heights of
80,000 fect, was on a routine
flight when the accident occur- :
red. Development of the highly
secret craft is believed to have
cost $1 billion,

The team Investigating the
crash mafntains headquarters |
in the Tucumear{ National Gu. |
ard armory, |

L2 o

Ar;proved For Release 2001/08/29 : CIA-RDP71B00590R000100100001-4




o~

a
Approved For Release 2001/08/29 : CIA-RDP71B00590R00010

~. SIBTN Imvésdhes

DAILY NEWS, A

") . ‘ m - A g o
Press [Drtelins

AMARILIQ

Sed

From Our Eostern New Mexico Bureqy

TUCUMCARI, N.M. — Col. |
Ilorace D, Templeton, head of
the Investigatlve team prob-
ing the crash of a supcr-secret
SRR71 spy plane, has called a
news conference for 3 pm, to-
day In Tucumecarl,

The conference wag called
Thursday shortly afler pilot Wil-
liam A. Weaver, 37, who ro.
portedly said he bailed oul “in
excess” of 80,000 feet, was re-
turned to Edwards Air Force
Base, Calif., by military plane.

The body of his co-pllot,
James T. Zwayer, 47, killed in
complications resulling from the!
bail-out, was later {flown to Fort
Worth for funcral scrvices to be
{followed hy burial in Arlington
National Cemetery.

Both men were etvilian test
pilots employed by Lockheed
| Aircraft Corp. They wete on
i a routine test flight out of Bd- |
wards AFB Tuesday when the
plane crashed ahout 75 miles
northeast of here. ;

An interview with Weaver,
earlier authorized by Alr Forca
Information director Maj. Gen.
iE. B. LeBallly, was refused by
Col. Templeton,

i I don't care what the Den-
tagon says,” said Col. Temple.
ton. “This is a classified proj-
cct and no one is going to talk
to that pilot.”

' In Leos Angeles, Associated
! Press reporters were told by
‘a Lockheed spokesman that
| Weaver did not want an in-
terview and wonld not be al-
lowed to say anything any-
way. '

Col. Templeton, a former Air
Defense Command  spokesman|
now connected with {he SR71]
projeet, said-he would at{empt
al the news conference to clear
up questions surrounding the
crash, the first reporied for the
2,000-mile-per-hour plane.

Also on hand will be mems

bers of the Air Force Inspector|

General's office and personnel
from Edwards Air Force Basc
and Tockheed Alreraft Corp, It
will he held at the Pow-Wow
Motel.

More than 100 persons have
been investigating the crash,
including  representatives  of
“ Cannon AFB, N.M., Norton
¢ AFB, Calif., Lockheed and of-
{ ficials from Washington, D.C.,
| and Houston, ’

The Alr Force hag remained
mum on details of the crash
and the investigation since the|
‘ineldent. The crash area las
ibeen elosely guarded, and news-
imen have heen barred.
| Time of services for Zwayer,
father of three, have not heen
Mnnounced, Burial in Arlington
i f;:‘rﬂthe retired Air Force col-
JJonel wug set :
Htondag. set for 10:30 a.m.

1 Zwayer, whase wife Lucille is

A native of Forl Worth, j
Iresident of Lancaster, Cﬂli}:q. :
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ALBUQUERQUE JOUR-~
NAL, Albuquerque,
N.M, 29 Jan 1966

Cause of SR-71-A
Crash Unknown,

AMARILLQ DAILY
NEWS, Amarillo
Tex. 29 Jan 1966

Crash

Remains |

Mystery

By WES PENDLEY
Of Our Staff

TUCUMCARI, N, M. — The
cause of the crash of an SR71A
‘reconnassance plane while on. -
test flight ncar here may |
never be revealed, Col. 1lorace |
A, Templcton safd Friday.

Col. Templeton, in charge of
a tecam of investigators probing
the crash 75 miles northeast of
here Tuesday, made the state-
ment during the first press con-
ference on the crash,

‘“We can’t make any state-
ments as {0 the cause until all:
the data is assembled,” was cic
of his opening remarks. ‘wei
don’t expect a final repet vl
several weeks.”

Asked if the findings wouid
{hen be revealed at the Penta-
gon, he said that all {further in-
formation would come from the
command center “but I doubt
the cause will ever be re-
‘vealed.”

Col, Templeton apologized
for “inconvenience and dis-
comforl” caused citizens and
the press because of the con.

fusion at the outset of the in-
vestigation, including denial of
an intervicw with pilot Wil-
liam A. Weaver, 37, of North-
ridge, Calif,

authorization of the

porter was told it was being ar-
ranged.

Col. Templeton would offer
only that the pilot and dead co-
‘pilot, James P, Zwayer, 47, of
Lancasier, Calif., were not in
capsules in the bail-out.

“They were wearing only
space suits similar to those
worn by astronauts,” he said,

“T cannot tell you anything he
{the pilot) sald.”

Templeton also refused  to
“confirm or deny” a stale-
ment reportedly made hy
Weaver shorily after the crash
that they were *“in excess” of
80,000 fect and traveling about
1,800 miles per hour when

J|sources said Zwayer’s neck was

coll aireraft stay clcar of the

He said that word of Pentagon|,
interview|:
failed o reach him until several)
hours after a Daily News re-|

‘““They manually ejected them-
selves,” Templeton said. “As
has been reported, Zwayer was
dead in his chule when he hit
the ground.

He refused to comment on
the cause of death, but informed

broken and his lungs and heart
were collapsed. The offlefal ver-
dict is cxpected to be death by
a hroken neck.

Crilicism of press storics by

“‘mislcading.” He said none of
the news information had been
detrimental to sccurity restrie-
tions,

Met with demands of expla-
nation for his previous refusal
to make avallable any infor.
mation concerning the crash,
he cited “confusion and Cha-
os" al the oulset of the in-
vesligation and  offered an
apology for resulling ‘‘confu-
sion and discomfort.”

Many replies to direct quer-
irs were cvasive. When asked
ahout reports that a similar
crafl {¢ the downed one was
\s<een overhead the next day, he
said he did not know what the
L.plane was.

‘“I'm sure il was not anothcr
SRIZA," he sald, “I asked that

area, so I really don’t know
what it was. 1 don't know what
‘all those (jel bombers) were
.doing overhead.”

i e added that he felt certain

Templelon was in the form of|’

Official Says

TUCUMCARI (UPI) — Col.
Horace A. Templeton, head of
the Air Force development
program for the SR-71-A re-
connaissance plane, said Fri-
!day the supersonic plane
would not be grounded be-
|cause of Tuesday’s mysteri-
‘ous crash.

One Lockheed test pilot was
ikilled and another man in-
jured Tuesday when the
world’s fastest jet crashed
mear an Albert ranch,
| Templeton, speaking at a
i.press conference at Tu-
cumcari, said the SR-71-A
;would be shipped by truck to
EEdwards AFB, Calif.,, for a
.complete evaluation and in-
vestigation.
¢ “Frankly, we do not know
the cause of the crash,’” Tem-
pleton said.

In other developments, mili-
tary graveside rites were an-
nounced Friday for pilot

said he would be buried in Ar-
lington National Cemetery.
Funeral services will’ be
held in Fort Worth today,
because ' his’ wife formerly
Illvecl there, :

ettty

James P. Zwayer, Officialsj

ithat test flight of SRI2A crafts
jover the arca would resume
tshortly, stating that “We make
a soft sonic boom, but we like
to do it in lesser populated
areas.”

Returning to queslions about
the investigation, Templeton re-
tported that the wreckage is be-
ing replaced into a truck con-
lvoy to depart in about two-days
for Edwards Air Force Base,
Calit, .

“We've ol a bil jigsaw puz.
7le to pul together out there,”
he said, “We have to find the
pleces and assemble them.
We can't deduce what's going
on.”

I Tcmpleton was also evasive
ion quceslions concerning eye-wit-
iness accounts of the crash.
| Asked if the planc had not
scemed 1o be under some kind
of power as it descended, he
replied, “That’'s what we're iry-
ing to figure out.”

He gave indications that this
was not the first difficully en-
counter during test {flights of
the spy plane. “The purpose of
test flighis is to iron out -any
difficultics and try oul new
cquipment.” -

Secret instructions on precau-
tions to be taken in the event
of a crash or forced landing of
one of the planes were given {o
several arca Air Force bascs

they bailed out, -

The plane, one of three pro-

to.types including an Inter-
ceptor  and  trainer version,
has been developed since be-
forc the President’'s official
announcement of its existence
last June, he sald.

The titanium aircraft is heing
developed by Lockhced Aircraft
Corp. to be used by Stratepic
Air Command, The two pilots
‘were both civilians,

Col. Templeton is chief of the
F12-S71 Systems Program Of-
fice al Edwards AFB. He also
is chairman and official spokes-
man of the investigative board.|.

President of the board and
chief investigator of the crash
is Col, James G. Fusscll, deputy
chief of the flight safcty divi-
sion of the Dircctorate of Aero-
space Safety, Office of the In.
speclor General. He was present

more than six months ago, he
sald. . .

at the conference.
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INDEX OF PHOTOGRAPHS

Main crash scene.
Aerlal view of the nose section.

Aerial vlew of rear fuselage., NOTE: Right nacelle broke
at ground impact,

Front view of main wreckage.

Forward part of fuselage.

Forward fuselage after roll over,

Ground burning of right fin.

Close up of rear fuselage and right nacelle.
Forward cockplt after roll over,

Typlcal chine break up showing washers under rivets
pulled up.

Typlcal honeycomb separation.

Restraint harness and stabilization chute risers.
S-901 helmet.

Pilot :Chute of stabilization chute.

Suilt controller

External canopy release slide tube showing direction
of cable imprint.

Skin upper left side rear of forward fuselage section,
station #535.
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