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I. SUMMARY: -

s The Yourth flight for UOL, conducted from 0902 to 1027 hours on oy,
Oct 6L, origipated ob Edwerds AFD and teminated, as pleaned, ab Palmdale,
Califoinine Flight timé 1 hour and 25 minutes.

2.  The flight schedule wos delayed ca several occasions. Jaitially,it
wag seheduléd for 17 OCtuber, bub was caneelled and rescheduled late on
16 October when hizh vibratien wes discovered en the No. 2 engine during pose
installabion rums. The rescheduled flight on 19 October was aborted during
the initial bakeeff roll because of englne compressor stalls. Subsequently,

a nyGraulic tube failed; the engines were shubtdown cu the taxdimy and the
airplane was bowed %o the runup arsa.

3. = While defueling to permit search for the source of the primary Mo. 1
hydraulic system leak, an explosion =ad fire octurred ia one of the
defueling tankers. Toel airplane domage, wiich eonsisted of a few minor dings
and dcwes, was negligible.s A Formal Accident Board has been appointed to
investinate and report clrcumstances lnvelved in this grownd aceldent.

fie EnFine stert beyan ab 0712 and wascompleted An a little less
then slx minubtes; however, the sugines were shatdowm when the viility
npéreulic gypbems Tluid was depleted as & vesuld of a falluwre in a hydraulic
Frouwnd porer onlt. Engine stexrt began zgalin at 0758, Taxi to thg west ens
of The Btourds AFR wummy begen abt 0836. A masimum power bakeoff imsg accom=
‘Slighed w% 0503. About one-half minute after takeoff, the landing gear and
then the flups were retracted. R
¢

& - R e e —a= g

5e Aeligh wan madeto 36.0 ) T 2 .
e e e __DJQOOf‘G@'Gwhewaqu A ne tius wers ied
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P T 1 Sy 3z - ha convreld dota o, a8
tad L.l Mach e S A R '
oo Tlubbor iﬁ: r;g;ﬁ“"a:g‘?l&g"' vas clirbed. at ihch 1.1 &5 40.000 foat
I control fibe ot oy D CoiRed ab Hach 1.2, 1,3 and Lok g wal oo f???? ,
LGSl e poyeyel e 1ol and 1.h,  Direcbional gyability oo Oyaoiiiiy
Lpfoeed py foleing the ting po 262 2L sbabllity wea'glomt fichatly
vEeh 1k dere 5lose bo suhin "'itfg <2° and bhe longitodinal ‘teim vo 31,;?ﬂ,.ié;t‘ i
AR i f . e I _2stimn : AN e LOSIL I CISIGE 1af
TsIng 6he nepelerabion, Waeh 1. 2' The yow damper wos gatisfasborily mszedu

' vZo R[FA e

dovnt 25 derress.

7. = .8 R e = .
Se: _ 'The airplanc T N i < A

e an ot F AL SN A8 bhok CLiENed 0t Mok 1 e s .
:J:\)V‘E.:l £ls Sﬂt’ dB@GM}:‘éK“&i},M}Q {or Ioﬂnitud’iﬁﬂn]t ’l_.,;'.":\—h ll!\"tQ 265,000 =T Q‘-ﬂcg:ea
BLrLaE the descant. o L0000 fase o . Lo 4ty was made to tach 1,1

e = e S el 3 RASH 3y [ i = e ' L
was dnducing inpuks to €ae wiidde ﬁé’*&ai@kf deppetlite -ﬁh@m@ﬂﬁlb%’é@s@?g‘ﬁ
obtained abt Mach L.06 at 40,000 feeh, after which the tips were retracted ab

Mach 0,95 and 35,000 feat,

Ts |7 Theé vt viy scoop wwg vabisfactordly sxtended ab »95 'and 35,000
¥eet, but the cabin could not be vepressurized when the seoop was retracted,
[ AR B B e X X S X - Lt 8 s
hig condition, plus insufficlent fuel to coemplete the tests pregrammcd for

this flight; dictated 2 descend and rsturn to base. .
o
: o 8y | [F¥ap and geur clension wwerer aormal. ! Dne. lewi approach. tad the
landing wes made on Palmdale Runvmy 25. Initicl touchdown wns Cirm and
1





oconyred gliphtly short of the rumwey on the asphalt transition strip. The
drag chubes wers deployed, Wub again one did nob derelop properly.

o Fellowing several days of prepsration, the alrplene wild wndergo ?
hase IX shruchural loads.





.277—2557" L0Os
Firomr Aol )= 2 29 Qcr b9

Q53¢ e o S 77 Ak T Tt

8L FPrroFzs spS 0 GMBPAT  Teoghl ThErap 25 s gt
0700  C 5235 '

S O I TEZN Al CRALLKR CSrdFPLE T E

e7// TS P2 ON WD SAIELE S SN

O7/2 2T NN e S IS I ) L B T o W

OP/3 120 237 o 7 D5 5B0Y G CODLIANT Lpo7 FUrip LIENT LU
oyg 3¢ #) . . /5 Ve O o X

O 745" 34 Br Az AN STHET RESE) )7 % 5680° DK

DG 8D A ST AR sce° oK

O 55 BE STHET Licw v )SVE A I0 OM,

5719 MY CEL L EMK :

D720 (LT 8T b Uy FLlX LENVEL DROY
OIZBC Cur s,z #3 U, STATVUS /IND/)CATORS YELLo W
0730 e/ 2030
(25 T C w7 PLETE SWITCHING VD CFPU LPNE SHERVICING Ve SYS
EOTA) S16MRT CRASES /X UFe GPRU WwWEZE BLownN
DISRYE g STIMIT L16HT 15T 9EOC A
£

)T © BB STARI LiGMT 15AVe 5320% ok
ofov .38  #) STARF 3 VG A WA FP R O K
0o} 95 R2 ,rP00000.594. START EESET 127 sH0? ar
.-;-;/jv;;zi ' g By STHARTT LI AR T T
LIRE ATy Tl LD e
od/z I N N
»F’3 Pz e oA
; E ) DER,. GEI CHELK !
Ere COrMPLETLE RV SEBVICE » BE »iovVE 6P
oOf2e ool T CIRC O FeHrPs BOWN /B § TEC.
0927«'-;,( r SLAOW AHEcL L — o), ——= Do EACH E NG S
©§ 23 F /85 I S RS
P, 180 U 160

o826 48 AHUX Cooi i/ .
08 27:26 Dok Ctosyrz -, os)s o

o8 3 CA0S 20 630 P /82 U, 169
; RNy Ly P2

083/ T er/ER WwWoajp 20° 5K

0933 TaINK P ) oF 7 sg o~

0F 35487 /N 208 5> ST AR TRy

0838 Tank o OFF

o & Yo TR K P b Ay

0§54/ BEHRES FReasmn AIAN TO HUT

0843 LEFT™ TURMN 770 D)AcoONLL ToAK WY  CINE) G20
VT TR YY) S PEED . UPRRaWN Bouvsed ywWoRLE
ON DR E By e T AN ALY





L . % 2/
/EsT oG Fer [J-F Conr p N

DEGT 7O LINELD VB ~ STOP AN RO \W/mY ~ SKEIP. ON RIcHT REAN wIHELLS
USER phFr s, BRALES ONLY -~ PPODER iTE BER X I

¥

G54y En?EIL EEN DN -
D8 5L FRAO2S P FertEnT Coresy CHECKS
o N1 VBT Y RVIN
OF 53 ey A osod RESET
0858 CROUND INSPECTION i e U9
P /063 Uy /90
07006 A 9/ 3 i
0G7 CHEY AR T Vo DEWA
LDeS S Ciny SIE i
0% o 2 ALVt CE T E o TT 2.4 5 TEFLER o]
OG0z \BC BRLLE S TTEAERZED
Wy e e e S A M) 6 e ) b
. CIFT @FF 200 KPS 17’4 SEC .
p3o% % - SN 26F  GEAK I

CIN b 74 DD RTA SEF Zre A 6T sl
(TGN Fe BR8P

090 & G A 24 ¢ 2FF & on/ VD AL /T 205D
0906 T82 KT /3}0-_-\65’ ENE Cosiine Do 5 CLOSS 6
LB omvicaTes 3420l i Loy ~2°
Y z > n
ez /éO P /.920‘,7_‘7‘/ ﬁ/éo'é : jgo,;{.a-?a /055 f-:f’o BT,
Yoo @ 2= 890" g O L ke $9o
8./ & f 8.2 B & © g7
0906:14T T HRoTLE S To PI S A
O 9/ . Te G ef
09,2 N E L Mory A)B INETRE Gy
' Po AP S 556 L%, ViBRATIoN - 2y s s
A S A TV for B3 P SRR s BT DFF /Z4LO
I Reow’ CA¥IN PO0057 PSR
C/N 1308 P L UNSTABLE
09,5 Cns i F2E SE2as e T gé/aog.r 9 1y Prer s REL EATE

(DERZBERT) & VEA/)T R7 RUDDER (26Ro = 2/3°) EVENT-
BELEALE FoX D . (CoviRalL s FRE&HE ) OFF /372

292/% Arx' | ClerNI S F =N S Pl B

a9/ 7 </ns28 27 Wonp VP LEFT To /45 fglg’ﬂu" PERRT Gty
DPATAH QFF £ /44,5

291 9% I 24 G ST ISR L1677 3 2o T

N )5S FL To AL B/E

0920 mrsraer PP 374 KT 2 oes”
No & 922 - G2 FEsT Ay  OPE ~J

ogGar cIN 1 FI EYENT Frew L/‘P(F/Z ED Bl TKT 32, B0, - pECE
rmEL) TUAm P OFF N 27T, No s T CF F N@\;_? cw
FoiZ ) AP/ .

o% 23 NAFAX AT c://\/zsvf'.g’ BT RUDPER 3 2.4 . NMoT KL,
(f}{ EVENT BACK COFF - WoLiar, 3 ol LE;-"T' D;J-C.f-f o8 vou





o2
0925
926
09274
o488
CONCIITNz
D953
O35
9326
2937
09384

& ez 2l

v
oé‘f/z/z
0943

09994
OGYL L
oY 7
0948

0999

6925/
09524

0955

)
AV
\ ‘."lj

o

-

TEST DGl gt a7

DARTH DA LEST WoNpy R TYEA

T e oA TE e B p S B RAG

RACCEL T o= AL/ CAN2G 7@ Deorss ON Flle VP F RBE2 M54
FFIKT 3948807 £YENTT Fuie RUPBER 24° EVENT
BELEASE L a G 5 SN v, St Lo Ton, (2T

G 2076 LIPY LEFT WownBY P 7TURAN FTFEXT F4 oo’
DART 4 o 2/ 2 Cé/yzg & L/ s R ALE
CLrrPBING THED J L, 8l
c 2380 /://’7) 2 55 kT 27 o’ Puwer #F
C/N B 3GGT WKl ezl SZ M X BT RO L S RE LR AT A R
L8° RELEASE TDaperF c/N 2Y32. CAR~ @ 720207
7% aran AV
Py, B E= T Yy 2085 Do
CIN 2568 /1 /IA7 ZEERT 27820 WyMp UP Te LEFSTT J, 49
D2 s N 2600 TTURMNIN - S UTHH
T B 0T F2eVS Ne2cE® LI TIPS £ 247
No 2 AD5 20~ 5, ViB, '
A/ 2738 Vo Ale SN 20sT RLTT IN TURM - Cior B B AL EL
To Qo,oodD” g )2 A,
c/N ZFoC 2o oo’ //8A7
v 2822 TURE VLAR~es , 7PULEES b 2 17 oFF N 2898
SHOWS /9LEs 7 & BALL CENFTLERED.
C/n 2923 /. 3r7 |, R0 S0, o0 KT . FLuiT £ PUesSES

J

CAN 3220 /L Gqr D) Ioc’ FYSKT O FLUITER PULSES
Dars  OrFrFS27 'lgzaé SLiP STl SwMew/E LEFT
Clrmn 8 7T & 45000 & SR A

/v Bjoe 4,49 A Yol RT, 4/(,}/@0" /

AN ASB INSTABrerTy B2 | Osve¥ 339 o a8

P/ e 37 72_ ST TANK (¢ O F/~.

A7 4By DECEL. N AT Pz

D7 DFF C/NT2YL DESCEMNDI NG STHRET Soew RT,
T AN

Brzz /N ZUPDER FeaD ALs MAV AUE OFF.

e /N 3B2H Y L) eHTHET D, 2845 , /i b A es 27 E NTREILY

WENT TUESO N L. 50 Darad RE ,aigd-NiN&.

R —2 To —3°, :

CIN 2984 206 r7, 6’@,4@0’ BBZIKT , EVENT Plezvp & 2.8°

oLl 721/277)5-:7&‘\/73'/:)4/4 erjE 7o /792 EELEASE! S/IDE SLIP /.'497

EVENT DXV S FUE :

THREOTLES TO s91t DECEL 2 DESCEND NO 2 UNSTARLE 07

riran) ,«0/5, 22 Qs YIB s¢-40  t2 T 20° T/x For Vie

g ok -// L, 946 57 L) ,3/4{-".4315’/"7

C//\/3737 TIPS UP 20,3 SEC. INDICRRTES P DK -
33 K, 35,2007 . Dava SFF 2990 . @il TS AL,





0753

SO/ O

/ e/ Z
/,

o/ 3/)_"

VA

026
1027

r03<
7 (e 51
/O e
pOratel

,_ s o G
TEST dloc i /i GoNr D

COMrI AP ICHT DN PROES FLpe I9F4

CAxR)N PURGE L4r IV 3897 CAZ/] 277 STHAB)Liz £D
AT T 00002 28,8 SEC., EE TEMF 392 24 rN.

PETR ON CNP/33 T REFRESS, CABIN AL7 /NCREASED 7T
APFRO A BE @O L CHASE SAYS ScooP CLoSFD Fev7 PoOR
STl OPEN,

Z2Qoo0’ M2 T FEOLT CABIN 246 e’

)00 o’ L RS TSN ’

225 KT GEMK DownN OL & yo

S/ 50 D G o ARo IND 2o cr i IR R TR R Ao BV EF S
G2 R DATA opa

I T e Fan e Zoes AT

2 )
A3, PFF T
LN L SHOT P WA No. B FoR U PUNMP STHRTUS LISHT
_ AFTEX, DEPLOYING PRAER CHNUTES.  GERE CArERES ON,
SToOR. DRAGC CHNUTE TETISpN APIEARE D 70 BL AT

A oW SPEFLD.
SHVUT DoyinS INo, b6
1 NO.: 7
2 NS =28 5
N O </ F 28 S o <.





L R e L L
I7I. ZIHSTRUMENTATIONS

1. All systeme perfoimed very well., There were no m2jor Pfailures.
Approximately 35 minutes from the total 46 minutes of data time available
wvere used. Time correlation between A/V time and time of day may be obtained
by adding 8 hours 53 mimtes and 12 seconds te A/V elapsed time. This ls
velid from brake release thru engine shutdowm: G

2. The cockpit sideslip indicator wes reading spproximately 1° left
sidegliy with the ball centered. This resvlted from corrvecting the original
1/2O right sideslip evror coupled with reverzing the direction of sideslip
on the indicator seale. The net resuli was a compounded error of opposite

sign.

3. Indicated angle of attack read -2° duriag iritial climbout and
+3%0 cn Pinel. Digital data recorded during flight and processged by
TUAA-LA did not corroborate these cockpit reedings., The LA data confirms
the fact that the cockpit indicator was readirg approximately 8° low.
Apparently the indicator was improperly referenced prior to flight.

4, The WASA VGH recorder worked fine and recorded data throughout
all but the last seven minutes of flight, at which time it ranm out of paper.
A1l four 8ST cemeras operated properly, although FASA indicated that the
cameras were started too late to obtain adequate sink rate data.





IV,

‘DATA:
FUEL QUANTITY DATA
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A
V. INGINEERING COMMENTS:

1. Flight Cowtwrol System:

a. DPrior to this flight, the elevor rig position was revised from
zoro to three degrees tralling edge down (TED) by lengthening vod assembly
259-520025-3, This change resulied from zervodynamiec estimates and simwlator
tests whichk project the results of TFlight 1-3 in to the revised trim reguirse
mentg with the tipe in the intermediate down position for the maximvm Mach
number programmed for this flight. On ome simwlator test witnessed by
C. 0. Johneon, thers was only about 3 to 4 degrees of down elevator conbrol
avdilable after the sismdator wes trimmed (mid cg).

. The revised rig position mesults in nominailly 22° TEU and 16°
TED elevator control for full aft snd forward column respectively., It also
changes the trim-for-taleoff position to 2° TED amd the relation betwesn
canard and elevator pozitioms. The canaxd deflection vs. elevon defleection
plot (Pege 10) shows the cansrd-olavator position reletionship for the flaps
up confliguration.

e, Stick force recordinge of the new configuration did not indieate
any edverie effects om control forces.

2. Ewogg;aiong

a. lio serious engins malfunctions occurred during the flight, how-
sver, the fellowirg discrepancies were noted: 1

(1) Rxhaust gas tenpersiure (ECT) on engine No. 4 osecillated
10° $o0 15° at the rate of 2 o 3 cycles per sscond at approximately 900°C.

(2) Engine Wo. 2 was unstable in minimm afterburner wheaever
the pinism efterburner pover setting was made.

(3) Engine Ko. 4 nozzle oscillated occasionally.

b. The poeat Tlight inspection revealed FOD on engive No. 2. The
TOD ‘oceurred on the leading edge of the first stage compressor blade. The
blede scems: bent and part of the tip is missing. The mirsing part of the
tip left o depression, trisngular in shepe, appreximately 1/8 inch long and
1/16 inch deep.

¢, A post flight ergiae run was wade with the finer mesh FOD screen
ingtalled or engine Wo. 1. Preliminary results indlicate that the pressure
drop across the screen is approximetely 5% greater than obtained by using
the coarser mesh sereen, Although the scresn wes not loaded to ite masimum
gtress level, a small part of the gcreen was missing after the runr. It is
agsumed that this wissing part caused a emall dent, spproximately 1/6W iach
deep, on the leading edze of a Cirst stoge compressor blode one inch froam
the blada ¢ip. The dent can be polished out.,
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d. All engines will be removed prior Yo gtructural tests and dumsy
eaginen will be ingtalled in the sirframe. IEagine Wo. 2 will be sewt to
the Caneral Electrie Zdwards facilidy for FOD rapair and to check the miniwmum
aftevburney instability problem. Since the data on flight Wo. 4 abort shous
that engine Mo, 2 was the flrst englne to stall, test eell runs will also be
made. The scceleratlion schedule, the afterburner ainimm fuel gchedule, and
the effect of fuel pressure oscillations on the stator schedule (By and Bp)
will be checked.

3N Itw&rauiic Stand Fallure Duringe Bnzine Seart:

A hydraulic ground power unit (GPU) being used to prezsurize the
utility hydraulic systema wag electrically poweved by the same electrical
GPU that supplied pouwer to the aircraft, Consequently, when power was
ranoved from the aireraft it was also removed from the hydravlie GPU which
caused it to dunp pressure Lo returd. A pregsure surge resulted in the
return, brealing ¢the glass sight goges in both systems of the CRU. This
condicion will be avoided in the Pfubure by using a separale alectrical power
source for Tthe hydraulic GHJ's,

b, Landing: ‘ ¢

The pilot roported the landing at Palmdale was harder than previous
londings and that the main gear touched down onr the blacktop just short of
the runway. Touchdewn Was approximately 65 feet short of the runway and
there were no depressiocns in the blacktep. There was, however, a 30-inch
buckle at fuselage etation 1736 adjecend to the right wheel well and a
crack in the inboard well of the right wheel well. Data indicates that
actual touchdowr sink rate was atout 2 2t/sec aund therefore should not have
caused struretural fallure. The fallure apparently was a result of a defec-
tive panel. This Poilure and repair are identified in DMD 86805, A portion
of the pawnel iz bLeing replaced by a plvg repair.

Fe Ho., 3 ADS lydraulic Pumpss

On lemding, both the Primary and Utility pump status lights turacd
yellow and the engine was immediately shutdowst without [ncident. Data
showed that the engine hed actually shutdown seconds before the throtile
was moved to the OFF position. The No. 3 throttle had probably been acci-
dentally lifted and moved slightly aft (detemmined from coekpit camera £ilm)
foxr eucugh to close the fire wall shutoff valve. The engine was decelerating
and the caution lights ceme om norwslly. TMe throttle spring load and the
Pive wall shutoff switeh setting are baing lavestigabed.

6. Drag Chubes:

The drag chutes performed similar to previous {lights in that the
lower ehute did not blessom. Drag chute jettimon eppeared to be at a much
lower speed than previous tests, however, there was no damage to the alrerart.

1k





%o Rem Purge Operation:

The ram air scoop door failed to retract upon texrmination of the
cabin alr purge test because of a failure in the linkage of the ram air
scoop &oor mechanism, In addition, the cabin failed to repressurlze after
the ram alr scoop closed. An overpressure of 1 psl from the ram scoop
door can cause the Engine Extraction Air Duct System (EEADS) pressure
sensing switch to close the main EEADS shutoff wvalve, thus making repressur-
ization impossible, However, the exact nature of the difficulty is still
obscured because, even though date indicates the pressure sensing switches
transmitted & command to close the main EEADS shutoff valve, this valve
remained open. Therefore, as the cabin would not repressurize and from
31,000 feet to the actual aircraft altitude of 35,000 feet, an additionel
failure is indicated and this is still being investigated. As surges
from the ram air scoop affected the EEADS shutoff senging switches, and
because these switches cannot be reset while the air vehicle is airborne;
further confidence that the ram air scoop door operations will not affect
these EEADS pressure sensors should be demonstrated.

8. Ice Formation - Forward Fuselage:

During the flight, ice formed at the Water Drain (#4) and the Water
Boiler Drain ?27) ports. This ice can cause an engine hazard as pleces

fall toward the inlets. In addition, the ice indicates a possibility of
drains freezing over. The shutoff valve for this water flow is controlled
by & signal through the landing gear lockout relay which opens the valve
when the air vehicle is air®orne. The water flow serves no useful purpose
when the air vehicle is at low velocitles, but is necessary to cool the

rar air when above 150 degrees. HNorth American Engineering 1s modifiyying the
design to provide for water shutoff valve activation by another means.

12





VI. OBSERVATIONS AND COMMENTS BY TEE COPILOT:
1. Pre-Flight and Engine Start:

X
The external preflight inspection was started at 0530. The

leak abead of, the weapons bay was much greater then I had ever seen before.

At 0645, fB¥S1A1 White and I entered the cockpit and sterted the internal

cockpit 1nspection. We made comment that the total temperature was in

error ag it was 25° and the Mobilecom was observing 52°. The coumter

number (C/N) was 15235 at time OT00. At 0710 the internal checks were

complete end we were ready for engine start. At 0711 I turned tank No. 1

fuel pump switch on. Engine start was initiated at O712 and at 0738:40

ell six engines were idling. The starting order and initilal peak ECGTs

were as follows: 4 - 460°, 3 - 530°, 1 - 460°, 2 (menual) - 550°,

6 - 560° and 5 - 470°. At 0720 Al shut down engines 4, 5 and 6 due

o a rapid drep in the utllity 2 fluid level. At 0720:30 he also

cut engines 1, 2 and 3 when we observed the utility 1 system status

lights going yellow. Thig fluld level dreop was a result of a leak in

the ground hydraulic servicing unit. At 0730 the ¢/N was 17030.

Hydraulic aystem servicing was completed-at O757. Engine start was

initisted at 0758:15 and all six were idling at 0804%:10. Start sequence

and respective EGT8 were: 4 - 480°, 3 - 530°, 1 - 470°, 2 - 580°,

6 - 575° and 5 - 520°. At 0815 Al was completing the £light control

check end the hydraulic carts were diseonnected. At 0820 I turned

COOLANT CIRC on and Al put the flaps dewn - I timed them at 14.8 seconds.

Starting at 0822 it took 3 mimutes to run the engines individuslly to

100% and have telemetering (T/M) check pump stability. I turned AUX COOL

on at 0826:45. The external door was clesed and the fans turned on at

0827:25. The C/N at 0830 was 20630. At 0833 tank 1 was turned off

indicating 100 1bs. and No. 4 was twrned on. Tower reported a wind of

S knots from 210 degrees. OCround intercom was disconnected at 083%,

¢/N 20870,

2. Taxi:

At 0835:45, C/N 20980, we started to taxi - Puel totalizer was
173500 1bs. The brakes didn't chatter in turns but ground observers
reported the right rear wheels smoked and skidded when braltes were
applied. This was in the msnual mode so at 0841, AUTO braking was
selected. At 0843, C/N 21420, we turned on to the diagonal taxiway
enroute to runway 4. Toxi speed was reported by a peecing vehicle at
15 mph. The up and down cockpit motions were smooth and mild on the
ramp but increased significantly on the diagonal taxiway. At O847:30
A). brought v to a stoep on the ruaway using only the rear brakes. The
chatter was moderate and the right breke again left & skid mark. We
recelved cleerance to operate in SOA Alphe from Flight Level 240 to 400
and outside SOA Alpha at block altitudes 370 to 430. Al completved the
flight controls checksiand reset the imstrumentation counter to ZERO at
time 0853:07. The CG wes 21.6% with a totalizer of 172,000 1lbs. At
0858 the ground inspection and internal check list was ccmplete. At
0900 the C/N was 413. At 0901 I pleced the crew alr shutoff "T" hendle
down agelnst a temporary stop at the 1/2 position. Tower reported wind
at 210 degrees and 6 knots. Estimated takeoff data was rotation speed
175 KIAS, liftoff 195, takeoff distanee at 6000 ft. in 37 seconds.
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3. Takecff and Climb:

Date was turned on continuous at 0901:45, C/N 515. I turned the
REFER on at 0902 as Al stabilized power at military. I watched carefully
for overspeeding and ebnormal nozzle action or temperatures but saw none.
At 20 seconds to brake release Al put 3 and 4 into MIN afterburner. At
10 seconds t¢ go he advanced 2 and 3 to MIN A/B and Jjust prior to brake
release advanced 1 end 6 into MIN A/B. Brake release was at 0902:30. Al
advanced 21l six throttles to MAX A/B during initial roll. All engine
instruments looked OK throughout the tekeof? roll. I tlmed rotation at
175 knots at 37 seconds and off the ground near 200 knots in, 44 seconds.
Engine instruments and hydraulic quantities were OK and the gear was
retracted at 259 KIAS. There was light turbulence in the initial climb
and the cockpit movements were of small magnitude. Chage reported the
gear up and doors closed in my time of 44 seconds and data was turned
off at C/N 676. Data was on for pert of the flap retraction and was
turned off at C/N 701. I ‘turned tank 6 off and 4 on at C/N 738. Totalizer
was 143,000 1lbs. We were all amazed that we had used 29,000 lbs. in
approximately eleven (11) minutes. At 0905 tank 3 wag 29,600 and 4 was
23,000 1bs. ADS vibration on 2 and % were 40% - these were the highest.
Tine was 0906, 13,000 £t., 382 KIAS, chase reported all ground cooling
doors closed, sideslip needle was to the left 3/4 of a degree and my
angle of attack was s minus 2 degrees as we approached Harpers Dry Lake.
We were just south of Three Sigters at .95 Mach climbing through 31,000
feet. Tank 6 left and right were 26,800 and 25,000 lbs. respectively.
At 0909 the following engine ingtruments wers recorded:

Engine o 2 3 4 5 6
RPM 100 100.2 100.6 100.2 100.5 100.3
EFT 900 870 880 900 870 890
Nozzle 8.1 8.1 8.2 8.2 8.0 8.1

At .99 Mach a left turn was initiated to head southwest towsrd Cuddeback
Dry Iake when the chage planea reported scme vibrations in the outboard
two elevon segments.

4, Level Off:

At 0909:50 Al reduced the throttles to 72° throttle angle (T/A). I
observed all rpms near 100%, EGTs OK and nozzles 60% % 1. Near 0910
totalizer was 132,000 lbs. At 0912 Al reduced throttles to 60°T/A and
observed MIN A/B instability on #2 engine. At 0912:3C throttles 1, 2, 5
and 6 were pulled out of A/B. The high vibe light was on intermittently
which was caused by #2 ADS at 50 to 55%. At 0913:30, C/N 1224, Al selected
the tips to the 25° position and chase reported fold occurring evenly and
without delay. Both indicators showed down ard data was turned off at
C/N 1260. There vas no buffet, rolloff or significant trim or airspeed
changes. The altitude was 34,600 ft., 330 KIAS and cabin altitude 7000
feet when over Cuddeback. Al advanced 2 and 5 into A/B and observed
instebility in MIN A/B on #2 engine at C/N 1305 - 2 and 5 wWere reduced to
military. At C/N 1328, 34,600 feet, 332 KIAS, .95 Mach a pull up and
releage was completed and data off at C/N 1412, Time 0916, I turned
AUX COOL off, EE temp was 38°. Next event was a right rudder sideslip
starting with 2/3 of a degree on the indicator and going out to 2-1/2°.
There was very little alleron held, light turbulence was observed and
after beacking off some or the rudder it was released with contrals free,
data off C/N 1412. At C/N 1427, windup turn to the left at .9%5 Mach
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332 KIAS, 34,500 feet, to 1.4G and date off C/N 1468. Continued the left
turn toward Three Sisters and advanced all throtiles to 70° T/A at 0918,
c/N 1495. Fuel totalizer - 123,000 1bs. At C/N 1536 all engines were
advanced to MAX A/B.

5. Supersonic:

At 0920 we were 8till in a turn at 35,000 feet, 376 KIAS, and
indicating 1.0 Mach. I observed engine 4 at 100% with the ECT ocscillating
from 900° to 912° amd the nozzle copen a blt more than the cther engines,
at 8.3%. Chase reported water vapor coming from the right side above
the "S8" - a normel cendition. Fuel totalizer was 120,000 lbs. Chase
reported lece forming bahind heole T on the right side and a thin veneer
of lece falllng back over the leading edge of the wing a distance of 15
to 16 feet. Data on at 0921, C/N 1693, 367 KIAS, 34,300 feet, a pull-up
and controls free during which we went subsonic., Data off 0922:22,

C/N 1715. Al edvenced power to MAX A/B, I saw no rcll back on RPM and
EGTs and nozzles checked OK. We were then over Three Sisters. Data on,
0923:05, C/N 1758, controls were freed, then full right rudder to 2lmost
3° on the indicator before backing off to 2° and relecase. There was a
positiverreturn from the yawed condition, seme wallewing and a roll left.
Continuved intc a windup turn to the left to 1.4G and rolled out - data
off at 092s:k4l, C/N 1857. In MAX A/B No. 4 engine held 100% and EGT
oscillated between 900 and 912°., Fuel totalizer 110,000 lbs. Card &
completed and accelerated to 1.1 Mach. Time 0925, cockpit temperature
was a bit too warm and I posgitioned the control knob to the 12 o'clock
position. Desth Valley dead shead. Data on at 0926, C/N 1979, pull up
at Mech 1.1, 391 XIAS at 34,850 feet. Sideslip using full rudder and
backed off to 2.6° imdicated, and data off at 0926:46, C/N 2025, I
observed two cycles to demp and e rolloff to the left. Data on at 0927:30,
C/N 2076, controls were freed followed by a windup turn to the left

at Mach 1.1, 396 KIAS at 35,000 feet and data off at 0928, C/N 2112.

At MAX A/B the engines and hydraulics looked very goed and Al sterted a
climb at 1.1 Mach. He asked how the wings looked and the right chase
reported right wing looked good and solid. HNe. 3 tank was holding steady
at 32,700 1bs. and the totalizer reading was 95,000 1bs. While elimbing
through 36,800 feet, No. 4 engine EGT was constantly oscillating between
900 and 912°, nozzle 8.4 and its ADS was 35 and 40%. At this time No. 2
ADS vibration was 40% and all engines vibrations were below 20%. Data on
at 0932, C/N 2350, pull up at Mech 1.1, 350 KIAS and 39,800 feet. Time
0933, C/N 2395, Mach 1.1, completed & windup turn and a sideslip using
full rudder to 1.8° and release at 0933:37, C/N 2432, Data Control

wasg not receiving 001l or the chase edrcraft during this period end there
was an extengive amount of radio conversaticn in an attempt to establish
contact. At thils time al)l aircraft were receiving Data Control. The
cabin altitude was 7,000 feet. Data on 0936, C/N 2568, windup turn to the
left at Mach 1.1, 355 KIAS, 39,500 feet to 1l.4G and data off at C/N 2610.
Still in MAX A/B and twning %o a heading of 155°. Muel totalizer was
86,000 1bs. Al remarked that the airplene handled very nicely at this
speed, which was Msch 1.1 with the tips at 25°. At 0938:30, C/N 2735

yaw auvgmentation was turned on. Totalizer reading wes 83,000 lbs. I
observed and reported all systems looking gocd. Al lost some altitude in
the turn and climbed back to 40,000 feet while aceelerating to 1.2 Mach.
Data. Control vreported it appeared there would not be sufficlent fuel to
accomplish the 45,000 ft. data points. At 0939330, C/N 2800, Mach 1.18,
40,000 feet I observed the elevator control eolumn at 3° down. Time
0939:58, C/N 2823, Mach 1.2 we experienced some turbulence while Al
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accomplished control pulses amd dmtawas—turned off at C/N 2848. Data
Control advised us to get the 45,000 £t. data and we would skip some points
later. Fuel totalizer was 78,000 1lbs. as chase reported 1.23 Mach in
acceleration and Al remarked he didn't kneow if we would make it to 1.4

or not. I observed the sldeslip irdilcator holding et 1° when Al reported
his ball was centered. Date on 0941:30, C/N 2923, Meseh 1.3, 420 KIAS,

at 40,500 feet. Control pulses were ccmpleted and data off at C/N 2942,
We were still in MAX A/B and Al reported he could not trim out the 3/4

to 1° of sideslip. Al reported 1.4k Mach, and chase 1 reported 1.34.

Data on 0943, C/N 3010, roll pulses were completed at Mach 1.4, 445 KIAS
at 41,000 feet, and data turned off at C/N 3027. At this time I observed
& total temp of 23° which was certainly incorreect. Continued MAX A/B climb
to 45,000 feet and leveled off at 1.4 Mach. Al commented that the bird
reelly wanted to aceelerate at this altitude and speed. Data on 0Ph:30,
C/N 3100, 45,000 feet, Mach 1.42 at 406 KIAS when Al reported MIN A/B
instebllity on No. 2 engine which he could fleel in the alrplane, causing
him te reduce to military power on both engines 2 and 5. He later re-
tarded pover cn 1 and 6 to military as we were holdiag 1.41 Mach and
46,100 feet. Tank 6 was turned off and tank 2 placed in automatie with
a totaliger reading of 68,000 1bs. I observed the primary hydraulic
fluld levels approximetely 164% as we slowed to 1.3 Mach in MIL power.
No. 1 tank was observed at 3,800 lbs. At 1.2 Mach, date wes turned off
at 0946:56, C/N 3246. We were descending and both of us wished we could
see where we were going. At 0947, primary 2 fluid level was 162% and
holding. Fuel totalizer 67,500 ibs. Al commented the forward visibility
was bad S0 he started a slow turn to the right during the descent. He
reported some bounce in the rudder pedals, evidently from the yaw dampers
which occurred occesicnally when we hit light turbulence and at 0948,
Masch 1.1, he twmed the yawv damper off. The fuel totalizer at this time
was 66,000 lbs. We went subsonic momentarily, turned data on at 0%48:56,
C/N 3349 and went into A/B with 3 and 4 engines, got the Jump going
supersonle ageln and advaunced %o A/B on 2 and $ then 1 and 6 and then
advanced to MAX A/B on all engines. The sump was holding at 39,900 1bs.
and data was turned off with 50% of the instrumentation tepe remsining

on the counter. I observed an angle of attack of minus 3°. Data Control
advised us to decelerate to .95 Mach at 35,000 ft. and get the wing tips
up. Data was on at 0951, C/N 3474, coentrols were freed for a trim shot
followed by a pullup and sideslip at Mach 1.07 using full rudder to

an indicated 2.8° and backing off to 1.3° and relesse of all controls.
Continued on into a windup Twrn to 1.4C and turned data off at C/N 3558,

6. Subsonic and Descent:

Fuel totelizer was 60,000 lbs. We went subsonic and at 0952:30
all engines were pulled out of A/B. WFo. 2 was again unstable in MIN A/B.
No. 2 ADS vibration was 55 to 60% and Al retarded it to 20° throttle
angle. Angle of atteck was minus 1-1/2° at Mach .96 with the sideslip
indicator still at 3/4 deg. left. Data Control reported telemetering
showed the No. 2 engine hydrsulic pumps were steble. All englnes were
in military, primary 2 hydraulic level was 175 and Al comiented it was
bumpy at this point. Time 0955:30, C/N 3737, ving tips were selected
to up at 336 KIAS, Mach .95 at 35,200 feet and in 20.3 seconds I observed
both indicstors showed up. Chase rsported eleven segments are working
again. Data off C/N 3780. Fuel totalizer 57,000 lbs. At this point we
initiated the rsam purge checklist and recorded the following: EE Temp -
45°, Ammonis - %60 1lbs., Cabin Alt. - 7,000, Water - h200 lbs. Data
on 0957:%2, C/N 3875, cebin air switch wes placed to PURGE on countdown
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and chase reported the ram scoop door coming open. We were coming up

on Owens Dry Lske. Cabin altitude was observed at 30,000 £t. in 23.8
seconds at C/N 3897. The flood flow and ecabin over 10,000 £t. caution
lights were both on. The EE temp was 40° and a second observation of

the cabin altitude revealed 30,500 ft. Date was turned off at 0959:25,
C/N 3978. Per instructions, we started a stabilized four minute date

run. Al had to light off 3 and 4 to MIN A/3 to maintain altitude. Fuel
totalizery~ 54,000 lbs. Cabin altitude remained st 30,500 feet. Within
approximately a minute, the EE temp was obgerved at 36° and the cebin
altitude increased to 31,000 £t. In right turn to head home, fuel
totallzer was 53,000 1bg., cebin altitude 31,000 £t., EE temp further
redueed 4o 3° and ammonia guaentity was cbserved at 460 lbs. as we
spproached the 3 minute stabilized point. Data Control advised 3 minutes
stabilized was sufficient, data was turned on conmtinucus at time 1002,

C/N 4133. Al held the cabin air switch to REPRESSURE and the cabin alti-
tude went up to 35,000 £t. It should have gone dovn to 26,500 ft. where
he would have released the switch. Chase reported the scoop was in, but
the door was still open. We observed the eabln altitude at 35,000 ft.,
the EE overtemp light ON, and the EE temp at 32°. Al called for the
emergency procedures and was instructed to hold the repressure switch
dowvn untll the cabin altitude reduvced to 26,500 ft. Al confirmed he was
sgain holding the repressure switch down but it gtill made no difference
and the cabin altitude remairned at 35,000 ft. Chase reconfirmed for

Data Control that the scoop went in, but the door was still open. Al
reported thet he had been holding the swiitch to REPRESSURE for two minutes
and the cabin was still at 35,000 ft. We elected not %o go through the
EE bay cilrcult breaker pulling exercise. Data Control instructed us to
proceed for landing in the ram purge mode. Al positioned the switch to
PURGE and chase reported the scoop coming open. A% this point, data was
turned off, we did not observe or esll C/N. Fuel totalizer was 49,000 lbs.
Al throttled back, T adviesed him to maintain at least 240 KIAS, cornfirmed
cabin air switch in PURGE, crew air shutoff CLOSED and emmonia %55 lbs.

I turned AUX COOL on and advised ground I would welt until the gear was
extended before turning the REFER off. Fuel totalizer was 48,000 lbs. As
we descended through 32,000 ft. the cesbin ailtitude was 29,000 ft. and at
30,000 ft. the cabin altitude was 27,000 £t. Palmdale tower reported the wind
ot 220° at S knots. Tank 2 was feeding, its level was 11,100 1bs. end the
sugp tank strip was holding at low level. Primary 2 hydraulic system level,
vhich I hed been concerned about for some time, was holding at 135%.
Approximately 1010, we were descending through 27,500 £t. at 350 KIAS and
chase 1 (TB-58) reported his airspeed 347 KIAS. Totalizer was still
18,000 1¥s., tank 2 was remaining at 11,100. I verified No. 2 fuel tank
swviteh was ON and cautioned thet we should wateh these levels as they had
remained the same for several minutes during the descent. P, U; and Up
hydraulic fluid levels were OK but P continued to drive down. At 23,000
ft., .8 Mach, I sterted twning tank 8 on for periods of one minute.
Primary 2 hydraulic level wes holding 140%. At 20,500 ft., the eabin was
19,000 £t. Engines 3 and 4 were maintained at ebout 87% rpm. Tank 8L
remained at 3300 lbs. in splte of my attempt to reduece it with momentary
pump operation. At 14,800 £t. Al started to slow down for flap and gear
extension, totalizer wasz 46,000 1bs. '

. Flap & Gear Bxtenslon, ppproach & Landing:

Flaps were extended at L0L3 and the gear was extended at 225 KIAS
at 1013:30. We had three green lights and chase reported gear and decrs
looked OK. Chase also reported some lce broke off and went below the
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wing. Palmdale tower epproved & straight in approach. I turned REFER
off and observed hydrauliec guantitieg, pressures and status lights were
2ll OK. I verified crev ailr shutoff handle in the UP position, REFER off
and AUX COOL on. Al asked if we had sufficient fuel for a go-arcund
and I replied in the affirmative as the totalizer was 46,000 lbs. and
the sump was being mainteined at low level. Tank 2 was still feeding,
quantity 6800 1bg., and I continued to attempt to reduce 8L quantity
by momentary pump operation in that tank. C.C. was 2)%. Brakes were
gselected automatic and data was turned on continuous, time 1035110,
C/¥ 5129, for the lovw approach. Palmdsle tower reported wind 230° at
8 knats. Best flare speed was 183 with a total of 42,000 lbs. After
the Jov approach, & right turn was made onto the downwind and we experienced
low speed buffet at 205 KIAS. On the downwind, fuel totalizer was 40,000
1bs., with a final approach speed of 188, best flare 178 and touehdown 162.
The gear was rechecked down and dete was turned off since we had only 12%
tepe remalning on one system. Al commented on the poor atmospherie
visibility. BElectrical system looked good, c¢heck list was completely
reviewed again and ammonla quantity was 460 lbs. Approaching base leg,
fuel totalizer 38,000 lbg. as I turned No. 2 tank off at 100 1bs. AL
was making a right turn onto final approach and commented that he
couldn't see well in this type pattern. Chase reported he was rolling
out on final in good shape. On f£inal, the sump was 29,600 and the
totalizer was 36,000. Palmdsle tower reported wind 200° at 9 knots and
cleared us to land on runway 25. Data on continucus, C/N 5517. At
198 XIAS I observed an angle of attack of 3-1/2°. I called out airspeed.
as follows: 197, 193, 190, 190, 191, 190 (chase called out 30 ft. above
the grougd) 190 KTAS and chase calls 10 £t., 5 ft., then 2 £t. I turned
. the 88T camera switch on at touchdown. The tourchdowvn vas a firm one and
at my best estimate on the asphalt overrun just short of the ruwaway. I
called standing by chute and Al called for dsployment ~ not sure of the
speed. Chase reported chute deployment and Al jettisoned it under 40
knots. Shep ecalled for fans to override and I asked Al to shut down
No. 3 engine because 1t's hydraulie status indicatore had just gone yellow
since touchdown. Al selected the fans to OVERRIDE and cabin alr switch
to REPRESSURE and we definitely had ailr flow 1n the csbin. Data off.
The ground crew reported the scoop was retracted. but the door was still
open. Palmdale tower reported landing time ¢f 1027. Al requested a °
careful look by the ground crew before taxdiing in and they revortad all
locked well. EE temp was 62° and while taxiing to the run pad area it
reduced to 59°. No. 6 engine was shubt down at 103k. No. 1 engine shut
dowvn at 1038. At 1040, engines 2 and 5 were shut down and at 1041, No.
L engine and the FANS were cut of?.

8. Hydraulic System:
Time Py P2 558 Un Condition

0823 185 180 165" 160 A1l engines running

0830 182 aral 164 162 Priocr to taxi

0835 175 170 162 162 prior to taxi e
0858 179 168 179 190 Grovnd crew ingpection '
0935 %205 195 205 205 39,000 ft. - Mach 1.1

ool7 163 162 - Mach 1.4
0955 m V[ - - Subsonic
1630 - 135 - - Letting down

¥ 205 is mex level - indicetes full
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9.0 FUEL SYSTEM LOG

Time C/N Totelizer Al 2 3 L 6L éR T | ® &L B8R | Comments
o711 ON
o746 188,000 | 12350| 29325| 39300 37675| 38900 38750 | 100 | -k50 | 950 O Pompa® bFF
0815 19730 | 181,750 8850 29300| 29150 37050| 38975| 38800 { 275 | -450 | 1600 50
0833 e ON
0838 33000 28250
0840 _ - —AUTO--
0853 | 22010 172,000 800| 29500{ 33100 | 29800 e}éggTogéhoo 400 | -40O | 3000 300 CG=2116?
0900 33100
- 143,000 ON --OFF-- After T.O,
0905 29600 | 23000
- 2000 26800 | 2600 S

016 132,000 oFF s
0914 ON --OFF--

0918 | 1495 | 123,000 | 2200 32200 1900
0922 120,000 s --ON--

092k 7660FF-—

0925 110,000 24100 --ON--
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9.0 FUEL SYSTEM LOG

(Con't.)

Time c/u Totalizer 1 2 3 L 6L 6R 725 TR 8L 8R Comments
é@??' 3000 28500| 32700| © | 16600| 15800 1400
0937 86,000 AUTO 10000| 9500 ,
0938:30 83,000 -
0sko 78,000
09h1:3%_2923 75,000 AUTO| 32300 39660N'§200
03730 73,000 [ 3000 =
0545:30 68,000 AUTO N
ogk7 67,500 | 3800
0949 66,000 25300
0950 29900
0951 60,000 2200
0953 18000
3780 57,000 | 3000
1005 sk, 000 13100 -
1001 ORI ENE
1004 Tk 9EL 8.
48,000 11000 | 19, 2 turned ON
1040  phlo 32,500 550| | 125]| 25650 | 650 2300| 1200 | 450 | -hoo| 700! -L0O| Shutdown
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10. Pilot Bquawks:

a. High vibration lisht was on with #2 ADS vibes reaching
60 to 65% on indiecator intermittently during the flight.

b. Minimm sfterburner instability occurred in #2 engine
each time MIN A/B was selected.

(3 Totael temp indicator w2s dnoperative.
d. Vertical tape accecleronmeter was inoperative.

e. Ram air scoop malfunctioned and aireraft feiled to
‘repressutige after ram purge test.

11. Opinidns and Conelusions:

. 8. Total aireraft time logged was 1:25 hours. Brakes were
released at 0902 and the landing was logged &t 1027,

b. Supersonie flight was achieved four times for a total of
epproimately 30 minutes.

a. Highest indicated Maeh and altitude I observed was 1.42 and
236,100 feet.

4. The flight wae 2 very successful one although it was
terminated before all data could be cbitained because of lovw fuel. Howewver,
we attained established goals which allowed us to enter the Phase II Proof
Loading.

e. The aireraft systems performed very well. Those systems
whieh gave cverall satiszfactory coperation were:

Nose Wheel Steering Wing Fold

Fuel Flaps

Radios Hydraulies

IFF Flight Controls
Oxygen Brekes

Fize Detector Instrumentation
Engines Eleetrieal
landing Ceax

e During the extermal preflight inspeetion, I observed o
significant increage in the amount of fuel leaking fram the lower fuselage
ahead of the weapons bay.

&. Capsule seat safety pin streamers have lost their stiff-ness
and as a resuli-twist and bind, preventing proper winding on the takeup
8pool.

h. Hydraulic serviecing unit leak developed -after eangine stert,
required shutdown and delayed taleoff.
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i. Right /'rear brake skidded and smoked during manual brake
appliecation while texiing and when steopping in the auto mede.

e The cmergerey generator was turaed fram AUTO to ON at
lineup and resulted in loss of holding brakes and maomentary logs of radie.

X, Between brake yelease and the first in-flight fuel reading
(11 minutes), the fuel quentity indiecating system showed 29,000 pounds of
fuel used (172,000 to 143,000 pounds).

1. The initiel elimb was made in 1light turbulence. There was
vevy 1little cockpit lateral or verbticel movement. The entire L£lighd
was much smeother than previous ones.

R, In a left bauk at .95 Mach, 34,000 .feet and 390,000 pounds
gross weight, chase xeported vibration of the outboard elevom segments but
no buffet could be felt in the coekpit.

Ne Wing fold operation was symmetrieal and smooth. No
distinguishaeble roll or piteh trim changes were experieneed. Control,
stebility and performance eharacteristies with the wing tips folded were
very encouraging.

O. Rudder pedel feedback (buzz) was experienced in
turbvlence while supersonic and was sufficiently disconecerting as to require

yaw augmentation to be turned off.

P Ram air scoop door failed to elose and ailrcraft could

not be repressurized.
Q. Chese reported a visible detached shoeck aft c¢f the

gircraft ad well as ice build vp on lower fuselage in the vieinity of
water vents,

T No. 2 ADS showed intermittent high vibratton. No. 2
engine was unstable in minimumm afterburner.

. No. b engine EGT oseillated almost continuously between
900 and 912¢ C.

o In o right tura after the low approseb at Palmdale, gross
weight was 297,000 lbs., light buffet was felt in the cockpilt 2%.205 KIAS.

/

U No. 3 ADS primery and ubility hydreulic status
indieators went yellow soon efter touchdown and No. 3 englne was shut down.

Vo Agalin, only two of the main drag ehutes developed during
the landing roll.
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e Fuel used, based on totallzer readings, from engine-
start te shutdown was 155,500 lbs.

X, The patched up paint job stayed on better than the
original paint did on the previous two flights.

¥ Backzground hum or whine is present during playback of
aireraft voice recorder tape.

Za Angle of -atteek indicator was unrelisble - indicated
minus 2 and 3 degrees in elimb and cruise and #3-1/2° on final approach.

88, Pilot's gideslip imstrument indicated a consistent
1/2 %o 1 degree left sideslip.

ab. Total temperature indication wag unreliable throughout
the flight, i.e. indieated 25°F when true outside temperature wes 52°F.

ac. Tenk 1 and 8L fvel levels. ineressed prior to and during
flight requiring specilal fuel management.
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VII. RECOMMENDATTONS :

1. Implement a comprehensive program to eliminate engine foreign
object demage.

2. Eliminate inter-tank fuel leakage.
3. Determine origin of and correct fuel leaks.

%Y. Eliminate brake chatter present during the low speed portion of
stops.

5. Correct unreliability and inconsistencies of cockpit, angle of
attack, and tape accelerometer.

6. Correct erroneous indication of the total temperature indicator.
7. Investigate source of background "hum™ in voice recorder playback.
8. Study methods of increasing data recording time available.

9. Restiffen capsule seat safety pin streamers so that they retract
properly.

10. Repeet Items:

The following discrepancies have been written up on previous
flights and were again unsatisfactory on this flight. It is recommended
that action be taken to correct these discrepancies:

a. Pilot's sideslip indicator shows constant sideslip in straight
flight.

b. Only two drag chutes develop properly when deployed on landing.

c¢. Rudder pedal feedback (buzz) exists during gear extension
(Flight 1-3) and during supersonic flight (Flight 1-L).
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