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The Spoken Word II:
Recollections of Dryden History,

Beyond the Sky
edited by Curtis Peebles

Editor’s Foreword

Since the founding of the Dryden Flight Research Center History Office in 1996, its staff has conducted
about a hundred interviews with retired employees. These recollections represent a unique resource in under-

ning of space shuttle flights in the early 1980s. This time frame encompasses the flights of the X-15, the U.S./
Soviet race to the moon, the evolution of the lifting-body concept, and the initial shuttle flights.

These events took place as jet propulsion and supersonic flight became everyday occurrences. They trans-
pired amidst the ongoing Cold War and the social, cultural, and technological upheavals of the 1960s, and
advances in aerospace technology, such as digital fly-by-wire, of the 1970s. They are told by the people who
participated in these landmark activities, in their own words.

Curtis Peebles
September 2010







Prologue

The Approach
Of The Future

Aviation’s future was already dimly visible when the first contingent of National Advisory Committee
for Aeronautics (NACA) engineers arrived at Muroc Army Air Field in September of 1946, They set up the

research flights could be undertaken.

The work by the Army Air Forces and NACA personnel was part of a continuing pattern in aircraft
development. Since the first flights of the Wright brothers, the quest had been to fly farther, higher, and faster.
Initially, that meant an airplane was able to make a complete circle around a large field. A decade later, World
War I saw airplanes flying combat missions over the Western Front. By the 1920s, both the U.S. and European
nations had regular airmail service, while the first passenger airlines also were being established. The daring
of Charles Lindbergh’s transatlantic flight, in May of 1927, captured the imagination of the world. By the end
of the 1930s, international air travel was a reality. The world was suddenly smaller; a trip by airplane from the
U.S. to Asia or Africa now took only about a week as compared to nearly a month by ship.

The vertical dimension of flight also was changing. Advances in engines and aerodynamics allowed aircraft
to reach altitudes too high for survival by unprotected humans. A pilot would have to, in effect, bring the
ground along with him. This involved either a pressurized cockpit or a pressure suit to maintain an artificial
environment.

But it was the ever-faster aircraft speeds of the late 1930s and mid-1940s that led to establishment of what
would become the NASA Dryden Flight Research Center. High-powered piston engines combined with
highly refined/low-drag airframes meant that, in dives, aircraft could reach velocities near the speed of sound.
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Air flowing over wings and tail surfaces in these dives moved at “transonic” speeds, between Mach 0.8 and
Mach 1.2, causing an increase in drag and the formation of shock waves. This rendered the controls useless
and caused the aircraft to shake violently. Wind tunnel tests provided little help understanding these problems,
as the transonic flow also rendered their data inaccurate.

John Stack and other researchers at the NACA Langley Memorial Aeronautical Laboratory at Hampton,
Virginia, decided the only way to resolve the unknowns of supersonic flight would be to build a specialized
research aircraft, equip it with instrumentation, and fly the aircraft at high speeds. From this concept emerged
the Bell X-1 rocket-powered research aircraft.

To reach speeds above Mach 1, a unique flight profile was used. The X-1 would not take off from the
ground, but would instead be dropped from a B-29 in flight. The X-1 would use all of its fuel supply for the
speed run or in a climb to high altitude. A rocket engine carries both its fuel and oxidizer so that, unlike a jet
engine, it operates independently of the oxygen in the atmosphere. This meant that a rocket could operate at
altitudes far too high for a jet engine, and even in space itself.

Once the rocket engine exhausted its propellant, however, the X-1 would have to glide back to a landing.
This eliminated the possibility of operating the aircraft from the NACA’s Langley facility, where the risk of an
unpowered landing by an experimental aircraft on a conventional runway was too great. The Muroc site had
the advantage of the vast expanse of Rogers Dry Lake. This provided the perfect landing area, with runways
marked on miles of flat, hard-packed surface.

On October 14, 1947, the speed build-up culminated with Capt. Charles E. “Chuck” Yeager making the first
supersonic flight. This accomplishment took place against a rapidly changing international and technological
background. In July of 1947, the Cold War between the U.S. and the Soviet Union had formally begun.

The world was now divided between East and West, in a struggle that would last more than four decades.
With the threat of Soviet Communism looming, U.S. technological superiority, particularly in aviation, was
an imperative. While the X-1 had shown that supersonic flight was possible, a vast number of unknowns
remained to be discovered and understood. In the process, aviation technology underwent a revolution. Every
aspect of aircraft design would change over the next two decades. The road traveled during these years was a
difficult one, and many losses would be suffered along the way.

The horizontal tail configuration was among the first changes to aircraft design. Since the early years of
powered flight, horizontal tails had two parts, the fixed horizontal stabilizer and the movable elevator. As an
aircraft neared Mach 1, a shock wave formed and moved backwards on the stabilizer. When the shock wave
reached the hinge line of the elevator, the airflow over the elevator was disrupted and the control surface was
rendered ineffective. A pilot in a dive was suddenly unable to raise the aircraft’s nose to pull out, as he no
longer had pitch control.

On a flight at just under Mach 1, Yeager pulled back on the control wheel and nothing happened. The eleva-
tor was no longer effective. He shut off the rocket and slowed, regaining control once the shock wave had
moved forward. Bell engineers had designed the X-1’s stabilizer to be movable on a pivot, rather than fixed,
as a means of trim control. In discussions after landing, Yeager and the engineers realized this movable stabi-
lizer also could be used for pitch control at speeds just below and above Mach 1. A two-part tail design was
clumsy, however, and soon a single-piece, all-movable horizontal tail, called a “stabilator” or “stab,” became
standard on high-performance fighter aircraft. To avoid wing wake, this all-movable tail was placed on the
vertical tail.

A more visible change was in wing design. Both the X-1 and early jets, such as the F-80, F-84, and F-89,
featured thin but long and straight wings reminiscent of piston engine aircraft. But as speeds climbed, so did
the drag. The solution was to use new low-aspect-ratio wings, such as swept-back wings, triangular delta
wings, and short, straight wings. (This refers to ratio between the wing’s span and its chord. A sailplane’s
wings in contrast, have a high-aspect-ratio wing.) Use of low-aspect-ratio wings delayed the onset of the
increase in drag at high subsonic speeds.

This solution, however, created new problems. Aircraft with low-aspect-ratio wings suffered from “pitch
up.” This occurred when an aircraft was maneuvering at a high angle of attack, such as during a landing
approach or in a dogfight. Vortices from the wingtips and the fuselage created a downward force on the
stabilator, causing the aircraft’s nose to pitch up and the aircraft to lose speed. This loss of control could
cause a stall/spin accident. Major efforts were undertaken to find a solution. The D-558-11 #3 (NACA 145),
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which had swept-back wings, was used to test different designs of sawtooth wing leading edges, wing fences,
and slats in attempts to eliminate the problem. The results were disappointing. Some of the designs reduced
the effects of pitch up, others aggravated it. To address the problem, the location of the stabilator had to be
changed. Rather than mounting the stabilator midway on the tail, as with the D-558-11, the F-100 and F-8
fighters had their stabilator placed on the lower fuselage, below the wings.

The new jet aircraft designs also featured extended fuselages to accommodate jet engines and fuel tanks.
The short, low-aspect-ratio wings, and the concentration of the mass in the fuselage, reduced aerodynamic
stability and made the aircraft vulnerable to inertial coupling. The dangers posed by what had been only a
theoretical phenomenon became apparent when several F-100s crashed.

Flying at high speeds, F-100 pilots rolled at a rate that exceeded the critical value for the speed, altitude, and
weight of the aircraft. As long as the roll rate was below the critical value, the aircraft remained stable. Once
it was exceeded, inertial coupling occurred and the aircraft suddenly yawed sideways as it rolled, breaking
up in flight as a result of excessive air loads. The cause was soon identified, and the solution was to enlarge
the F-100’s vertical tail and wingtips. This improved high-speed aerodynamic stability at high roll rates, and
allowed the F-100 to be returned to service.

Beyond these design changes, the rate of technological change also had accelerated. Production aircraft
were reaching speeds as great or greater than those of earlier rocket-powered research aircraft. As one
generation of fighters was entering operational service, another was undergoing flight testing and a third was
in development. The pace of aircraft design and development directly reflected the pace of discovery at the
NACA High Speed Flight Station and Air Force flight test facilities. Unlike any previous era in aviation, each
new generation of military aircraft was quickly rendered obsolete by new developments and discoveries,
leading to short service lives.

As an example of this increase in performance, the prototype XP-86 exceeded Mach 1 in a shallow dive
on April 26, 1948, just seven months after Yeager’s groundbreaking flight and not much more than a month
after an NACA pilot flew an X-1 beyond the supposed sound barrier. By the end of 1949, two entire Air Force
fighter groups had been equipped with production F-86s.

While much of the research work undertaken with rocket-powered aircraft in the late 1940s and early 1950s
focused on understanding the demands of high-speed flight, efforts also were being made to reach ever-higher
altitudes. By making a “zoom” climb, rocket planes could reach altitudes far above those of conventional
aircraft. Air Force test pilot Major Frank “Pete” Everest began a series of high-altitude test flights in 1949
with the X-1. After several aborted attempts, Everest reached an altitude of 71,902 feet on August 8. His next
flight, on August 25, underscored the dangers of high altitude. As the X-1 climbed through about 69,000 feet,
cockpit pressurization was lost. Everest’s partial pressure suit inflated, and he was able to make an emergency
landing. He was the first pilot to be saved by a suit in a depressurization incident.

The D-558-11 also was used for high-altitude flights. In the summer of 1951, the D-558-11 #2 underwent a
series of test flights after being modified for air launch from a P2B-18, the Navy version of the B-29. Douglas
Aircraft Company test pilot William B. Bridgeman undertook these high-speed/high-altitude flights. On June
23, 1951, Bridgeman reached a speed of Mach 1.85 at 62,000 feet. When he began the speed run, the aircraft
began to oscillate violently in all three axes. Wing rolling reached +80 degrees per second. Bridgeman was
forced to shut down the rocket engine to bring the aircraft under control. For his next attempt, on August 7,
Bridgeman did not move the controls as abruptly as he made the speed run. As a result, the instability was
less severe and he reached a speed of Mach 1.88 at 68,600 feet. Bridgeman’s final flight was made on August
15, reaching 77,800 feet. This surpassed Everest’s flight two years before, and represented a new unofficial
altitude record.

To mark the 50" anniversary of the Wright brothers’ first powered flights, the D-558-11 #2 was again used
for a series of altitude flights, these piloted by Marine test pilot Lieutenant Colonel Marion Carl. The flights
were to take place at the edge of the D-558-11"s performance envelope, but Carl’s first two altitude attempts
ended in failure. Then, on August 21, 1953, Carl reached an altitude of 83,235 feet, setting a new record.

The Air Force was next to attempt setting altitude records during the spring and summer of 1954. The
aircraft used was the X-1A, a second-generation version of the original X-1 configuration used to break
Mach 1. While the D-558-11 could barely exceed Mach 2, the new X-1A could easily surpass it. This speed
capability meant that it also was capable of surpassing Carl’s altitude record set the year before. The X-1A’s
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directional stability dropped sharply as it approached Mach 2, however. This, in turn, meant the aircraft was
susceptible to inertial coupling at very low roll rates.

The new X-1A project pilot, Major Arthur “Kit” Murray, found the altitude goal both elusive and
frustrating. Of his first five flight attempts, only his checkout flight was successful. The other four were
aborted as a result of various problems. On May 24, 1954, Murray reached 87,094 feet, over a half mile
higher than Carl had flown. The flight was made without significant control difficulties.

Murray’s next attempt illustrated the dangers of attempting to set records in an aircraft with marginal
stability. The altitude flight was made on June 4, and ran afoul of instability and inertial coupling. During the
climb, Murray noticed the aircraft rolling to the left to an angle of about 10 degrees. He corrected this using
the aileron and rudder. As the X-1A rolled back toward a wings-level position, Murray moved the ailerons
to stop the motion. He also reduced the pressure on the rudder pedals, returning the rudder to its normal trim
position. The rudder was slow to respond, apparently due to friction, which caused Murray to overcontrol.
This triggered a roll rate of about 115 degrees per second.

Murray shut down the engine, but the X-1A continued to climb as the aircraft rolled out of control. In
attempts to stabilize the aircraft using the ailerons and rudder, he overcontrolled. The X-1A reached a peak
altitude of 89,750 feet and began to descend. Murray was finally able to regain full control at about 65,000
feet, at a speed of Mach 1.65.

Despite the inertial coupling, the attempts to reach still-higher altitudes continued, as did the problems.
Murray’s next six attempts were aborted. Finally, on August 26, 1954, he was successful. The flight conditions
were nearly identical to those of the June 4 flight (Mach 1.97 and an altitude of about 87,000 feet), during
which Murray had experienced the inertial coupling. As he climbed, the X-1A was in fairly steady flight.
When he shut down the engine, however, the aircraft abruptly yawed and rolled. Murray rapidly countered
the motion, preventing a loss of control. He reached a peak altitude of 90,440 feet on the flight, besting his
previous altitude records.

The pilots who ventured to these high altitudes saw aviation’s future most clearly. Below their aircraft, the
mountains and valleys spread out like a map, brilliantly illuminated by the unfiltered rays of the sun. The
horizon gave a hint of being curved, indicating that Earth was a sphere. Looking away from Earth, they saw
the color of the sky changed gradually from the white haze on the horizon to a pale blue and to deeper shades
of blue, merging to become the blue-black dome of the sky overhead. It was the color of space.

The pilots and engineers who worked on the early experimental aircraft had grown up with comic strip
space heroes like Buck Rogers and Flash Gordon, while their children followed the television adventures of
Tom Corbett: Space Cadet. Flight beyond the sky seemed to be at once inaccessible yet within their grasp.
The Bell X-2 would have a top speed of Mach 3 and a potential maximum altitude above 125,000 feet. It was
easy to imagine that a series of experimental aircraft could be built, with each new design capable of reaching
faster speeds and greater altitudes, until an aircraft finally went into orbit around the Earth.

Attempts to turn this concept into reality met with a host of technical problems and physiological and
psychological unknowns, as well as daunting political opposition. Doubling the performance capabilities of
the X-2 would produce an aircraft capable of reaching the edge of space. Doing so, however, would require
a much larger aircraft built of new, heat-resistant materials, with a larger, more powerful rocket engine. The
inertial coupling problems that plagued the early attempts at both high speeds and high altitudes would have
to be prevented. The high-altitude flights of the D-558-II and X-1A took place within Earth’s atmosphere,
where standard aerodynamic control surfaces such as the rudder and ailerons still were viable. As aircraft
went higher, however, aerodynamic pressure would diminish until the aircraft would be traveling in a near
vacuum. A separate set of non-aerodynamic controls, such as small thruster rockets, would be needed to
maintain stability.

The aircraft would also have to re-enter Earth’s atmosphere, where its high speed within the thickening
atmosphere would cause it to heat dramatically. In addition, dynamic pressure on the vehicle would increase
rapidly from zero to as much as one ton per square foot during return. Any errors in the trajectory, or control
problems such as those experienced with the X-1A, would lead to the vehicle’s destruction. These were the
engineering problems complicating development of a Mach 6 aircraft capable of reaching the fringes of space.
Entering orbit would require speeds of Mach 25, which meant far greater heat protection would be needed.

Beyond the engineering issues, there were the looming unknowns of the human response to spaceflight.



Could a pilot actually ff such a vehicle? Could he continue to function under the high g-loads of the launch?
Once the engine shut down, the vehicle would follow a ballistic trajectory. This meant the pilot would become
weightless for two to three minutes. How he might respond to such a prolonged period of weightlessness was
altogether unknown.

There also was the complicating factor that there seemed to be no military or civilian role for aircraft able
of operating at speeds of Mach 5 or above. From the military’s perspective, even long-range rockets were
seen in the late 1940s and early 1950s as a distant possibility at best, due to their cost, technical unknowns,
limited accuracy, and the great weight of the heavy A-bomb warhead. Instead, the U.S. focused its short-term
development efforts on “pilotless missiles” such as the Regulus, Mace, Matador, and Snark, jet-powered
aircraft that flew to their targets under automated control.

Compounding this, very few civilian scientists and engineers in the late 1940s and early 1950s were directly
involved in space research with hi gh-altitude sounding rockets or instrument-carrying balloons. There were
a few studies made of satellite use for scientific research, military reconnaissance, weather observations, or
communications, but none of these potential applications garnered sufficient political support or funding to go
forward. The cost of traveling in space would be high, and the need was not seen as pressing. Spaceflight was,
at best, a distant possibility, decades from becoming reality. Most scientists dismissed it as science fiction.

Against this background of beckoning possibilities and towering obstacles, a few individuals at the NACA
and within the military services decided that the time was right for a new research aircraft. Goals for the
new aircraft were ambitious—its maximum speed and altitude would be more than twice that of the X-2.

The vehicle would be designed to fly Mach 6 and reach altitudes where it would experience zero dynamic
pressure,

To understand just how ambitious this effort was, it must be remembered that, when the program was being
discussed, the highest speed yet attained in piloted flight was Mach 2. The first flights of the Wright brothers
were barely more than a half century in the past.

The new research aircraft was to be called the X-15, and it would be the first manned spacecraft ever
designed.
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program was gaining momentum, NACA personnel moved into a new facility near the
Edwards Main Base. With the move came status as an independent facility and a new
name, the “High-Speed Flight Station.” The new organization continued to undertake
high-speed and high-altitude flight, but also was now deeply involved in the full range
of activity in aeronautics at mid-century. This included research in pitch-up and inertial
coupling, evaluating new aircraft and providing technical support and advice to the
military.



But even as the High-Speed Flight Station was filling such traditional NACA roles,
the X-15 program was taking shape. Following the studies at Langley and other NACA
facilities, proposals for the rocket plane’s design were solicited from contractors. These
were evaluated, and North American Aviation was selected as the winner. The X-15
program proved far more costly than previous X-plane development. As a result, it
would be jointly funded by the Air Force, the NACA, and the Navy. The NACA would
have overall responsibility for technical direction and planning.

The X-15 was not the only advanced space activity under way. Elsewhere, work was
beginning on the Vanguard satellite, which was the U.S. contribution to the Interna-
tional Geophysical Year in 1957-58. The Air Force also was developing the WS-117L
reconnaissance satellite program. High-altitude balloon flights were being made by
both the Air Force and the Navy to determine the effects of cosmic rays and near-space
conditions on both animals and humans. Dr. Hugh L. Dryden, the NACA director,
quietly began to shift more effort and funding toward space research. At Langley, for
example, a Satellite Vehicle Group was established to investigate structural design,
trajectories, and guidance, while the Pilotless Aircraft Research Division began rocket
studies. Without a national commitment to undertake space research, however, such
activities remained poorly funded and were regularly on the verge of cancellation.

r7VOlume 2, Issue 3k NACA HSFS - Edwards, California Aot 8, 1958 e

PRESIDENT SIGNS BILL CREATING NATIONAL
AERONAUTICS AND SPACE ADMINISTRATION

On July 29, President Eisenhower signed into law HR-12575, thus creating the nation's
first civil space agency--the National Aeronautics and Space Administration. In signing the
legislation, which was passed earlier in July without a dissenting vote in either house of
Congress, the Chief Executive stated...

"Enactment of this legislation is an historic step, further equipping the United States
for leadership in the space age. I wish to commend the Congress for the promptness with
which it has created the organization and provided the authority needed for an effective
national effort in the fields of aeronauties and space exploration.

", ,.The present National Advisory Committee for Aeronautics (NACA) with its large and
competent staff and well-equipped laboratories, will provide the nucleus for the NASA. The
NACA has an established record of research performence and of cooperation with the armed
services. The combination of space exploration responsibilities with the NACA's traditional
aeronautical research functions is a natural evolution.

"The enactment of the law establishing the NACA in 1915 proved a decisive step in the
advancement of our civil and military aviation. The Aeronautics and Space Act of 1958 should
have an even greater impact on our future."

At the same time, both the U.S. and Soviet Union had begun an intensive effort to
develop intercontinental ballistic missiles. U.S. officials had not been willing to ap-
prove work on ICBMs until the development of lightweight/high-yield thermonuclear
weapons in the mid-1950s. Size, weight, and accuracy requirements were reduced for
such missiles, making development of ICBMs technically and economically fea-
sible. The U.S. missile program involved development of the Atlas and Titan ICBMs,
which could strike targets in the Soviet Union from launch points in the U.S., along
with shorter-range Thor and Jupiter missiles based in England, Italy, and Turkey. The
Soviets built the R-7 ICBM as their long range missile. Because development of the
R-7 began earlier than that of the U.S. missiles, at a time when the estimated size and
weight of nuclear weapons were still very large, the R-7’s payload was far greater that
that of the later U.S. ICBMs.

These missiles were designed to deliver nuclear warheads to targets inside enemy
territory, but could also provide the means to reach space. On October 4, 1957, an R-7
rocket lifted off its launch pad in Soviet Central Asia. At 5:58 p.m. EDT, an announce-
ment by the Soviet news agency TASS reported that the first satellite had been success-
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PRESIDENT PROPOSES NACA AS NATIONAL SPACE AGENCY

WASHINGTON, D.C., April 2--President Eisenhower at noon today sent a message to Congress
outlining his plans for future conduct of the Nation's space technology program. The Presi-
dent's message included a draft proposal for the legislation necessary to accomplish the
Administration's plen.

The proposed legislation calls for establishment of a new, independent civilian agency
to be known as the Natlonal Aeronautics and Space Agency. If enacted into law by Congress,
the staff and facilities of the NACA will become the nucleus of the NASA. The responsibillities
of the NASA will include, but be larger than, those currently administered by the NACA, and in
addition to research, will involve both development and operation of space vehicles. The NASA
will also work closely with the military services and other agencies, public and private.

Time wlll be required, of course, for Congress to give attention to the President's civil-
ian space program proposals. In this period, the NACA will continue to do its important work
on the problems of flight, as well and as rapidly as possible. We shall also be planning for
the new responsibilities we may be given in the future. In the days ahead we will have much to
do that is important and challenging.

(The above message was received this week from Dr. Hugh‘L. Dryden, NACA Director,
for dissemlnation to HSFS employees.)

HSFS PERSONNEL TO MAKE OFFICIAL FLIGHT TO FRANCE

Three members of the HSFS staff will embark on Monday from Andrews AFB, near Washington,
D.C., for France, where they will furnish technical assistance in flight research on the
Trident airplane.

Chief of the Station Walter C. Williams, pilot Joseph A. Walker, and research engineer
Thomas W. Finch will make the trip to Paris and other points in France. They will be acceam-
panied on the two-to-three week mission by Capt. Iven C. Kincheloe, USAF, and AFFIC engineer
John Louls Wesesky.

EXTEND COMPLETION DATE FOR UNITED FUND COLLECTIONS

The Board of Directors of the HSFS United Fund has voted to extend the collection period of
this year'!'s Fund Drive from March 31 to April 30. This change has been made to allow contri-
butors more time to finish payment of their pledges.

An overall balance of $1,159 remains to be collected. To date, a total of $2,262 has been
collected for 27 agencies in localities designated by the individual contributors.

The Board urges those who have not completed payment of Unlted Fund pledges to make every
effort to pay-up during this final month. A statement of individual pledge balance will be
prepared by Elinore Berger (Dispensary) for any employee reguesting it.

CREDIT UNION INTEREST RATE TO BE REDUCED

The Board of Directors of the HSFS Federal Credit Union has voted to reduce the interest
rate on loans made to Credit Union members. The revised rate of interest will be determined as
soon as a new rate schedule can be obtained from the California Credit Union League.

HSFS employees are urged to obtain loans through their credit umion to finance current
expenses such as income or real estate taxes, vacations, the purchase of a new automobile or

appliances.




fully placed into orbit around the Earth. Called Sputnik 1, it was sent into an elliptical
orbit with a high point of about 900 kilometers, inclined 65 degrees to the equator, and
took an hour and 35 minutes to complete each orbit. The Soviets also announced that
the satellite’s radio signal could be picked up by ham radio operators. The signals from
Sputnik 1 were first picked up in the U.S. at the RCA receiving station at Riverhead,
New York. Soon after, word began to spread about the Soviet launch.

The launch of Sputnik 1 triggered a period of soul-searching verging on pandemo-
nium. American society was condemned as complacent and materialistic. Schools
were viewed as being more concerned with “life adjustment” than with teaching their
students math and science. A parallel result, however, was that space activities sud-
denly enjoyed a level of political support that would have been unthinkable prior to
the Soviet launch. On October 1, 1958, the NACA ceased to exist, and the National
Aeronautics and Space Administration took its place. The public unveiling of the first
X-15 came two weeks later, on October 15. The Air Force already was considering a
follow-on vehicle, the X-20 Dyna-Soar (for “Dynamic Soaring”), which would make
higher-speed, boost-glide suborbital flights using a missile as launch vehicle. Ultimate-
ly, it was thought, the X-20 could be put into orbit.

Two filmsg will be offered to HSFS'ers
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FOR SAIE - 1956 Del Rey 2-door Chevrolet V-8
with Powerglide. $1,350. Call ext. LO4TI,
Kenneth Berger.

for luneh-time viewing on Tuesday, February
D .

Beginning with the words from the Book
of Genesis, "...and God sald, Let there be
1light..." the 10-minute color film, . "The
Story of Light', traces the history of arti-
ficial light sources from the time of the
caveman to the present. Stop-motion photog=
raphy, featuring tiny, doll-like figures,
is utilized Iin the movie.

Using the city of Syracuse, New York as
an example, "And a Voice Shall Be Heard"™
shows how a well-trailned, well-equipped

CilvilDefense orgenization can spring into

action when an atom beomb strikes a city.

Donate today to Hungarian Relief.
Take your contribution to Dorothy
Fleming, personnel office, room 112.

*¥% NASA NEWS NOTES ¥

*%XASA ACCEPTS McDONNELLI PROPOSAL FCOR MANNED SPACE CAPSULE***The NASA
has selected McDonnell Aircraft Corporation as the source for the design,
development, and construction of a space capsule capable of carrying man

into orbital flight arcund the earth. Twelve companies submitted pro-
posals in the competition. Dr. T. Keith Glennan, NASA Administrator,
‘said McDonnell's proposal-was-selected -after a careful assessment of the
technical value of the proposals, and of the facilities, experience, and
other qualifications of the various companies. Total cost of the
gatellite capsule and its subsystems 1s expected to exceed $15 million.
The space capsule, serving as the payload of a powerful booster, will be
designed to carry a human passenger through the atmosphere, into orbital
flight, and safely back to earth again. The satellite system will pro-
vide a means of studying the psychological and physiological effects of
space flight on man. .The development program of the capsule system, and
its subsequent launching and orbital flight are called Project Mercury.
The project is expected to continue for several years.




The X-15 and the proposed X-20 represented the conventional wisdom about how
piloted spaceflight could be achieved. At the same time, however, a new concept for
spaceflight was emerging. NASA Administrator T. Keith Glennan approved develop-
ment of the Mercury capsule. Rather than a winged, aircraft-like vehicle, Mercury’s
design would instead be based on missile warhead technology. It would be launched
into orbit by a modified Atlas ICBM. At the end of the mission, a retrorocket would fire
and the capsule would enter the atmosphere protected by a heat shield and splash down
in the ocean under a parachute. The goal would be to test human responses to such
spaceflight conditions as weightlessness.
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CALLING ALL ‘*COKE' BOTTLES

A plea for cooperation in lessening the loss of Coca Cola bottles has been received
from the EAFB Exchange. Unless the nunmber of bptties lost is reduced considerably, the
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lost 14,060 "Coke™ bottles throughout the Base at a cost of $281.20. HSFS' share of this
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Neil A. Armstrong

Interviewed by Dr. Stephen E. Ambrose and
Dr. Douglas Brinkley, September 19, 2001

Neil A. Armstrong grew up amid the golden age of flight in the 1930s, when wood
and canvas biplanes gave way to all-metal monoplanes, top speeds greatly increased,
and the idea of a “sound barrier” first started to take root. His high school years, span-
ning the end of World War II and the initial post-war period, saw the introduction of the
first generation of jet aircraft and the first supersonic flight. As a Navy pilot during the
Korean War, Armstrong personally experienced the difficulties that service branch had
in adapting to the jet age. FOF Panther jets were being flown from straight-deck aircraft
carriers originally built for propeller airplanes. The Navy’s jets also were lacking in
performance when compared to the Soviet-built MiG-15s opposing United Nations
forces in Korea.

Armstrong represented a new generation of test and research pilots that came to
prominence in the jet age. Earlier test pilots were skilled “stick and rudder” men rather
than engineers. Few had degrees, and no formal test pilot training programs existed
until World War II. Indeed, in the 1930s, some military pilots had been assigned to test-
pilot duties right out of flight school. During World War 11, service pilots tested new
aircraft between combat tours. Such on-the-job training was not suitable for the new
demands of jet aircraft and supersonic flight. In addition to individual skill and cour-



age, formal engineering and test pilot training were required of test and research pilots
in the post-war generation.

Armstrong flew a wide range of projects at the High-Speed Flight Station. These
included the B-29 launch planes, the B-47, F-100, the F-51 and the R4D (the Navy
version of the DC-3). His first rocket flights were in the X-1B, for tests of an early
reaction-control system. Armstrong was selected as one of the pilots for the X-15,
which was described at the time as “America’s first spaceship.” Armstrong flew the
X-15 during its development phase, and in 1962 went to the Manned Spacecraft Center
in Houston [now the Johnson Space Center] as an astronaut. He made two space mis-
sions. Gemini 8 was an Earth-orbital mission that accomplished the first docking of two
spacecraft, while on Apollo 11 he became the first man to walk on the moon.

BRINKLEY: I wanted to start with a little bit about growing up in Ohio. Ohio is an
aviation state. I read somewhere that when you were very young, your father took you
to the National Air Races in Cleveland. You were so young; do you have any recollec-
tion?

ARMSTRONG: I was two the first time I went to the Air Races. Of course I have no
recollection of that now.

BRINKLEY: Did your father have an interest in flight? Is that why he would take you
there, or was it just in the air at that time—it was so exciting?

ARMSTRONG: I don’t think he had a particular interest in flight, but just an opportu-
nity to take children to new experiences, 1 guess.

BRINKLEY: You got to ride in your first plane when you were age six, in one of the
Ford Tri-Motors. Do you have recollections of that?

ARMSTRONG: I do not.
AMBROSE: When did you first hear of [Charles A.] Lindbergh?

ARMSTRONG: I can’t remember when the first time was, but I'm sure it was when 1
was a schoolboy, in elementary school.

BRINKLEY: Did you later have an opportunity to meet Lindbergh? Was he somebody
that had been in your mind when you were becoming a pilot, thinking about Lind-
bergh? Did he mean a great deal to you as an American icon?

ARMSTRONG: I did have the opportunity to meet him on several occasions. Had
enormous admiration for him as a pilot. I’d read some of his books. I was aware of the
controversial position he took on certain issues. But I was very pleased to have had the
chance to meet him, and I think his wife [Anne Morrow Lindbergh] was a wonderful
person and quite an [eloquent] writer.

BRINKLEY: Did you ever correspond with him at the time of the Apollo? Was there
any kind of wishing you well before the Apollo 11 mission, wishing you luck sort of—

ARMSTRONG: I can’t recall that. I think I have some letters from him in my file,
though.



AMBROSE: When did you begin building things? Your interest and your concern with
engineering, your wanting to build things—is that a part of your memory from when you
were five or six years old? Did you have a special bent towards that?

ARMSTRONG: I began to focus on aviation probably at age eight or nine, and inspired
by what I’d read and seen about aviation and building model aircraft, why, I determined
at an early age—and I don’t know exactly what age; while I was still in elementary
school-that that was the field I wanted to go into, although my intention was to be—or
hope was to be an aircraft designer. I later went into piloting because I thought a good
designer ought to know the operational aspects of an airplane.

AMBROSE: Were you good in mathematics?
ARMSTRONG: Everything’s relative. I was good in my small classes. However, I’ve

since met many people who have far better mastery of mathematics than I will ever
have.

AMBROSE: Did you have physics in high school?

ARMSTRONG: Yes, I did.

AMBROSE: Do you remember your teacher?

ARMSTRONG: Yes, it was John Crites. I remember him very well, because he was
sort of an unconventional teacher. He allowed a few students in each of his classes to

do special projects, and so we didn’t go to class very much. We were always off work-
ing on our projects.
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ARMSTRONG: Yes. I went to...half a dozen schools.
BRINKLEY: Were you able to develop friendships when you were going to that many different schools...

ARMSTRONG: I’'m certain I had friendships in every one of the schools I was in, but I don’t remember those
friends prior to, probably, the junior high school age. I still have friends that I see and remember from that
time period and subsequent.

AMBROSE: Beyond your physics class and the projects, were you an avid reader? Were you reading engi-
neering and aerodynamics or history or what?

ARMSTRONG: I was an avid reader, yes, and I read all kinds of things. I spent a lot of time in the library and
took a lot of books out of the library, both fiction and nonfiction. However, when I was building things, like
models and so on, they were predominantly focused on aviation-related stuff.

AMBROSE: Do you remember any specific book you read about aviation [that gave you] that “Wow!” kind
of response?

ARMSTRONG: I recall that I read a lot of the aviation magazines of the time, Flight and Air Trails and
Model Airplane News, and anything I could get my hands on.

BRINKLEY: What about like Robert [H.] Goddard, science fiction, things about space? Did you ever read any
of the science fiction writers of that time?
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ARMSTRONG: As a young boy 1 don’t recall reading much science fiction. I did come
to enjoy it when I was perhaps late high school and college age.

AMBROSE: You were what, a sophomore in high school when World War II ended?

ARMSTRONG: That’s approximately—let’s see. Yes, I was between my sophomore and
Jjunior year.

AMBROSE: The assumption among young men at that time was, ‘As soon as I gradu-
ate or as soon as I get to be eighteen, I'm going into the service.” But then the war
ended when you were fifteen. So you completed high school without any ‘I’'m going to
enlist’ kind of feeling.

ARMSTRONG: That’s correct. We had a few people in my school who had either lied
about their age or were a little older than the class, who had gone into the service and
came back and finished high school after the war was over. We had several of those
fellows in our school, but the youngest of those would probably be two years older than
I was.

AMBROSE: You got a Navy scholarship to Purdue [University, West Lafayette,
Indiana] immediately after graduating high school, I gather.

ARMSTRONG: I believe that the tests for what was called the Hollaway Plan, the
Naval Aviation College [Naval Reserve Officer Training Corps, NROTC] Program,
were administered nationwide while 1 was still in high school, probably shortly before
graduation, although I cannot remember the precise date. It was early enough so that
we could pick a school. If we were accepted into this program, we could pick any ac-
credited school in the nation to attend.

AMBROSE: [Was the test] mainly mathematics, or mathematics and physics?
ARMSTRONG: I'm sure they had a focus on things that would be appropriate to avia-
tion, because it was an aviation-directed program, but I can’t remember the details of
the test, except that I recall it was quite long.

AMBROSE: What do you mean by long? All day?

ARMSTRONG: Yes, it was an all-day test.

AMBROSE: So you came out well, obviously, and the Navy offered you the “Holly”
Plan-it was like Naval ROTC [in] that you would get tuition and a stipend of twenty-

five bucks a month or something like that, I suppose.

ARMSTRONG: Fortunately, it was a little more than that. They would pay tuition fees
and books, plus a stipend for board and room.

AMBROSE: So when you were accepted in this program, you were signing up, in ef-
fect, accepting a call from the Navy.

ARMSTRONG: A seven-year program, yes. Two years of [university study], then g0
to the Navy, go through flight training, get a commission, and then serve in the regu-

lar Navy for a total then of three years of active duty, after which the plan would be
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FLIGHT LINES
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after Admiral [James L.] Holloway [Jr.], who, if memory serves, was [astronaut Walter
M.] Wally Schirra’s father-in-law—and the intent was to build up the naval air reserve
strength, which they felt was going downhill because people after the war really didn’t
want to do that stuff anymore. That was my understanding at the time.

AMBROSE: So you were called up for flight training after what, one year at Purdue, or
two years?

ARMSTRONG: A year and a half. It was supposed to be two years, but I suppose they
saw [the] Korea[n War] coming or something, and they needed to ratchet the volume
up a little bit, so they called us in early.

AMBROSE: So now you’re in uniform, but not yet commissioned, being trained as a
pilot, is that correct?

ARMSTRONG: Yes, I was in naval flight school.
AMBROSE: Tell me about training. How did the Navy go about training you?

ARMSTRONG: Well, they found that the way I had learned to fly before wasn’t nearly
what they expected.

BRINKLEY: Just to backtrack for one second, you got your pilot’s license at age six-
teen in Ohio. Could you have gotten it any earlier? Is that almost like getting an auto
license back when you’re 14, 15?

ARMSTRONG: 1 believe you could get it in a glider at age 14, but in a powered air-
craft you had to wait till you reached your 16th birthday, and then the license you got
was called a student pilot’s license, which allowed you to fly solo but not take passen-
gers with you.
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BRINKLEY: Do you remember your first solo flight in Ohio when you actually could
be up in the air on your own? Do you have any recollections of that?

ARMSTRONG: Yes, I have vague recollections. A very exciting time, when you go on
your first solo.

BRINKLEY: Where was the location?
ARMSTRONG: It was in Wapakoneta, at a grass field there.
AMBROSE: Who was your first instructor?

ARMSTRONG: Oh, let’s see. I had three. The first one’s name escapes me at the
minute [Frank Lucie]. The second one was named Aubrey Knudegard. The third was
Chuck Finkenbine.

BRINKLEY: They lived in that area, in Wapakoneta area?
ARMSTRONG: I don’t know where they lived, but I’m sure they didn’t live far away.

BRINKLEY: Was this unusual for a young man your age? Were a lot of contemporaries
of yours wanting to get [a] pilot’s license?

ARMSTRONG: I was in a class of maybe about 70 students, about half boys. We had
three in my class that learned to fly at the same time I did. So I don’t know how unusual
that is, three out of 35-10 percent. Not very unusual.

BRINKLEY: Before we get back to the Navy, can I ask one Ohio question? I’'m curious
because of living in Ohio. Do you remember the towns that you lived in? Research says
you lived in a lot of different towns, but [the interviews] never say the names of them.

ARMSTRONG: I moved a lot before 1 entered school, and when I entered school, the
rate of change of towns slowed down somewhat, but still about every couple of years it
seemed like we were moving.

BRINKLEY: What were the names of some of the other towns besides—

ARMSTRONG: First school was in Warren, Ohio; and then J efferson, Ohio; Moulton,
Ohio; then St. Mary’s, Ohio; [Upper Sandusky, Ohio]; then Wapakoneta, Ohio.

BRINKLEY: I never knew those other towns. Thank you.

AMBROSE: When you began with the Navy...you had been up in a single-engine
plane for some soloing, but now you’re with the United States Navy. How did they
train you?

ARMSTRONG: Training was divided into three parts. The first was a [four]-month
nonflying ground school and physical training regimen. The second part was called
basic training, which was all flight students went through the exact same protocol, did
the exact same kinds of things—learning to fly, getting some experience soloing, learn-
ing to do cross-country flight, navigation, that sort of thing, learning to fly instruments,
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to fly acrobatics, to fly formation, to drop bombs, to fire guns, and learning to land on
an aircraft carrier. After that, advanced training, where....you [were selected to become
the pilot of single-engine aircraft (fighters and attack aircraft) or multiengine patrol air-
craft]. In my case, I asked for fighters and got fighters. Then we went to Corpus Christi,
Texas, and went through training there in single-occupant aircraft, in my case [the] F&F
Bearcat. We went through. . .the same kinds of things, learning to fly on instruments and
learning to do advanced navigation, over-water navigation.

AMBROSE: Navigation by the stars, or navigation by radio or navigation by compass,
or what?

ARMSTRONG: We had learned in the earlier part...the ground school part, how to
navigate and use celestial navigation. ... Celestial navigation was used by multi-engine
pilots predominantly, while single-engine fighters and attack aircraft required the full
attention of the sole occupant on the flying, and so he couldn’t be taking sextant shots
and things like that. So the navigation was somewhat more rudimentary, but it required
dead reckoning and use of radio aids and whatever might be available at sea....

AMBROSE: How do you dead-reckon at sea?

ARMSTRONG: By computing your true speed over the ground, by using your air
speed, altitude, and outside temperature, and noting the direction of the wind however
you could by wave action or cloud shadow movements....

At least you’d hopefully be in the right direction, probably weren’t always. And then
the pilots had to be able to return to their carrier, so there were certain kinds of elec-
tronic aids that were peculiar to a carrier you wouldn’t find anywhere else, wouldn’t
find in land-based navigation. So it was a matter of learning those and, of course, learn-
ing to use the aircraft as a weapon defensively and offensively, and learn tactics, and
then finally qualify again on a carrier in advanced aircraft....Other students went into
multi-engine flight in either patrol bombers or transports or some variety of other cratft.
Everyone went their separate ways.

AMBROSE: In the Army Air Forces in 1942, ‘43, ‘44, only the very best got to be
fighter pilots. If you weren’t quite up to that standard, then they put you in a two-en-
gine or a four-engine [aircraft]. Was that also true in the Navy?

ARMSTRONG: The fighter pilots always said that was true.
AMBROSE: I'm not asking you to brag on yourself.

ARMSTRONG: But I don’t know what the commanding officer of the training com-
mand would say about that. [ was not privy to what process they used in deciding. My
own guess is that a large part of it had to do with what needs they had at the time you
graduated, because in my particular class, most of my classmates happened to get what
they asked for, while 1 can recall people from a different generation saying nobody got
what they asked for. So I can’t really know.

AMBROSE: I've read that you told your mother you didn’t want to be responsible for
others; that’s why you wanted a single-engine fighter. Is that story accurate?

ARMSTRONG: I don’t know that I ever told her that. You know, I might have said
something like that, but I don’t remember saying that.
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AMBROSE: When did you get your wings and commission? What was the date?

ARMSTRONG: I got my wings in August of 1950, but that was about 17 or 18 months
after I’d begun my active duty service, so I still had another six months to go. So I was
one of those rare birds, a midshipman with wings. So I went to the fleet squadron, was

in a standby unit for a while, then assigned to a jet fighter squadron, still was a mid-

shipman making seventy-five bucks a month plus flight pay—50 percent of seventy-five
bucks.

BRINKLEY: Landing on carriers at night, that was extraordinarily difficult to learn.
Was there one aspect of this period that was a hard thing for you to conquer?

ARMSTRONG: I happened to be a day fighter pilot. We had night fighter pilots on the
ship I was on, and I thought they were crazy.

BRINKLEY: Did you ever have to do a night landing?

ARMSTRONG: I did it only in practice. I never did it on a carrier. All my landings on a
carrier were in day. I was always happy about that.

AMBROSE: So, August of ‘50, the Korean War is now a couple of months old.
ARMSTRONG: Yes, just started.
AMBROSE: And you’re completing your basic. Did they send you right off?

ARMSTRONG: I asked for the Pacific Fleet and was given the Pacific Fleet. But as

I say, I was first sent out to a squadron called FASRON, Fleet Air Service Squadron,
which is a utility squadron, handled all kinds of miscellaneous jobs that needed to be
done around a large naval air station. That sort of was a holding position. They would
typically take new entrants that come to that base and stick them there for a time period
until there was a squadron opening for assignment, so I was in that squadron for prob-

ably three or four months, until there was an opening for me in Fighter Squadron 51
[VF-51].

AMBROSE: That would have been at the end of 1950.
ARMSTRONG: That was the end of ‘50. November or December, as I remember.
AMBROSE: And then off to the fleet?

ARMSTRONG: Yes. We immediately prepared to be assigned to the Korean ac-
tion... Again, you sort of do the same sorts of things as you did in training. Now
you’re in a new aircraft, but you have a much more specific objective because you
sort of know what kind of an environment you’re going into. We didn’t know to
what extent we would be offensive, in the sense that we would be dropping bombs
or shooting guns, or to what extent we might be defending the fleet against Chinese
or Russian incoming aircraft, to what extent it might be air-to-air or air-to-ground.
So we had to prepare for sort of all of those, plus become carrier-qualified in jet
aircraft and doing a lot of practice with weapons delivery, instrument flying, and so
on, the things that we would be facing when we got in operation. I was very young,
Very green.
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AMBROSE: Which coast of Korea were you on when you flew your first mission?

ARMSTRONG: All the time we flew off the eastern coast of North Korea, off Wonsan
Bay, about a hundred miles out, something like that. [We] had two kinds of flights. One
would be called combat air patrol, which was defense of the fleet, basically. And the
other was predominantly interdiction flights, flying against bridges and railroads and
trying to find an occasional tank—

AMBROSE: Bombs and bullets?

ARMSTRONG: Bombs, bullets, and rockets sometimes, depending on what target it
was. We had a combination of two jet fighter squadrons, [an] F4U Corsair squadron,
and an AD [Skyraider] squadron. [They] could carry the 2,000-pounders and really do
some damage.

BRINKLEY: Seven [airplanes] in a squadron?

ARMSTRONG: I can’t speak specifically to the numbers in each squadron. In our
squadron we had 24 pilots and 16 aircraft.

AMBROSE: Sixteen. But only 24 pilots.
ARMSTRONG: Yes. Started with 24.

AMBROSE: Started with, yeah. The Army liked to have two pilots for every airplane.
Tell us about your first mission.

ARMSTRONG: I can’t recall it.

AMBROSE: [I]n flying combat air patrol, did [the Soviets] ever come in and try to at-
tack the fleet at night?

ARMSTRONG: No. I would not have enjoyed trying to go—well, I probably would
have enjoyed it, but I don’t know that I would have won against a MiG in an old Pan-
ther. It was a pretty primitive airplane. Of course, the MiG was pretty primitive too, but
had a little better performance.

BRINKLEY: How did the FOF Panther perform?

ARMSTRONG: It was a very solid airplane. We thought it was wonderful. In retro-
spect, it was an airplane of the time and it didn’t fly [particularly] well.... But we didn’t
know that at the time...

BRINKLEY: What were the weak points?

ARMSTRONG: It didn’t have particularly good handling qualities. Pretty good lateral
directional controls, but very stiff in pitch. Its performance both in absolute altitude,
max speed, and climb rate were inferior to the MiG by [a] substantial amount.
BRINKLEY: There’s a story about September 3, 1951, when you had to eject from a

Panther after receiving antiaircraft fire. Was that one of the moments of the Korean War
where you really feel your life is being put on the line?
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MARRIED on Saturday, March 14, were Harold Wallick (Instrumentation)
and Sandra Bowman of Biloxi, Mississippi. The ceremony took place in the
Keesler Air Force Base Chapel in Biloxi. The couple.plan to reside in -
North Edwards.......BY taking second place recently in the Junior AAU
Championships at North Hollywood High School, Russell Mills, son of
Russell Mills (Instrument Service) became the first Antelope Valley
athlete to win a silver medal in Junior AAU competition. This is the
highest AAU award ever won by a local student. Russell, a junior at
AVJUHS, is now eligible to enter the Metropolitan Gymnastic meet. If he
qualifies in this event and in the Senior AAU meet, he will be eligible
to compete in the National championships....... MARRIED in Phoenix,
Arizona on March 10 were Dick Simmons (Personnel) and Edna Ann Wood. The
couple are living in Lancaster.......MAKING speeches recently were pilots
Neil Armstrong and Jack McKay. Nell participated last week on a panel
of test pilots at an ASME meeting in Los Angeles, and Jack spoke this
week at the Air Force Academic Instructors Workshop, Moore Air Base,
Mission, Texas.......BORN on Wednesday, March 11 to Mr. and Mrs. Douglass
Pratt (Dee Ella, Library) was a 6 pound, U ounce daughter, Yvette....:..
A SURPRISE farwell luncheon was held Tuesday in the EAFB Civilian Club
for Joyce Hall who terminates her NASA employment today. A baby
stroller was presented to the honore%, accompanied by the following .
poem authored by Della Mae Bowling: Since a love of hotrods in your
family runs, this is for your daughter {(or your son). It has Lewheel
brakes and a real rag top, and a place for groceries when you shop.

It takes no gas or license fee, just lots of push and energy. No white-
wall tires, not much chrome, there should be one in every home. Our
love comes with this gift fo you, to Tommy and the baby too. And as

you go along your way, don't forget N A S A".wsAttending the luncheon
were Mabel Marriott, Jessie Hagood, Elinore Berger, Bea Corrington, Vicky.
Ikeler, Helen Errard, and Della Mae Bowling.......NEW FACES - Mildred L.
Smith, a returnee clerk typist in Instrumentation from Lancaster; James
M. McKay, transfer from Langley, an aeronautical research engineer in
Aero-Structures, now living in lancaster; and Barbara J. Skinner, a clerk |
typist in Editorial, of Lancaster.......ANNOUNCED bere this week was the
btirth of a daughter, Sharilyn, to Mr., and Mrs. Herman Rediess. Weilght:
7 pounds, 6 ounces. Date: March 6. Herm, who was employed at HSFS
under the Coop Student Program, is now attending U. C. at Berkeley......
FOR SALE OR TRADE - Maple kitchen table - formica top. Clinton
Johnson, Ext. 21071...... LRECENT visitors to HSFS include Mr. Kazutao
Yoshida, Washington correspondent for the Tokyo Broadcasting Company;
"Guadalcanal Diary" author, Richard Tregaskis, who is -currently working
on an X-15 story; and 384 freshman cadets of the Class of 1962, USAF
Academy, accompanied by Academy faculty members and administrative
personnel.
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ARMSTRONG: I do remember that one. It wasn’t antiaircraft fire, although antiaircraft
fire was ubiquitous at the time. I don’t know to what extent that antiaircraft fire played
a part in it, but [ actually ran through a cable, an antiaircraft cable, and knocked off
about six or eight feet of my right wing. If you’re going fast, a cable will make a very
good knife.

BRINKLEY: And what happened at that point?

ARMSTRONG: I didn’t think that I could risk slowing the airplane down to landing
speed, because once—

AMBROSE: You must have been almost right on the deck.

ARMSTRONG: Well, these are strung between mountains, so I was up maybe 500 feet
or something, not an unusual altitude for the kind of things we were doing. I don’t re-
member exactly what the altitude was, but they didn’t put those big balls on the cables
so that you could see they were there, in those days.

BRINKLEY: What happened after that moment?

ARMSTRONG: [ was flying on the wing of John Carpenter. He was an Air Force ma-
jor, on an exchange program with us. We talked it over and decided not to try to land
it, because if I got a little bit too slow and started to snap, I would have no [ability] to
control it after that, so consequently decided it would be better to jump out. So, took
it down south into friendly territory and jumped out in the vicinity of Pohang Airport,
K-3, which was operated by U.S. Marines.

AMBROSE: Had you had any

MACH TWAIN CLUB TO SPONSOR TOURS TO EUROCPE
AND SCANDINAVIA
Two 30-day all-expense tours—one to

Europe, one to the Scandinavian countries—
are being offered to NACA employees at a cost
of $888 per person for each tour. The May 15
to June 14 tours, sponsored by the Mach Twain
Club {a social group at NACA Headquarters),
will include round-trip air tramsportation,
first class hotels, most meals, sightseeing,
admission fees, taxes, gratuities, and evening
entertalnment.

The low price of the tours is based on
full passenger participation—71l passengers are
needed to make the flight, and at least 30 for
the tour. Those wishing to take the flight
only may do so at a cost of $335 for the round
trip.

Preference for seat location and hotel
space will be given in accordance with receipt
of application. A deposit of $100 is required
with each application, with the balance due
before April 5. Full refund will be made if
the tour is cancelled for any reason.

Itinerary for the Furopean tour includes:
England, Holland, Belgium, Germany, Switzer-
land, Italy, and France.

The Scandinavian tour will cover
Scotland, England, Holland, Belgium, Germany,
Norway, Denmark, Sweden, and France.

Those interested in the tours should .

contact Leona Corbett for application forms
and further information.

parachute training?

ARMSTRONG: No, we had not,
but one of the gentlemen in the
squadron, one of my classmates,
actually, was assigned a collat-

and escape officer, so he went
over to parachute school, as I re-
member, in El Centro, California,
and came back and told us how

o do it, if the need ever arose.

BRINKLEY: Did you get res-
cued quickly once you landed,

drove up just as [ was landing,
from K-3. The driver was a room-
mate of mine in flight school.

BRINKLEY: A roommate from
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ARMSTRONG: In flight school. He was now a Marine lieutenant operating out of that
field.

BRINKLEY: What was his name?
ARMSTRONG: His name was Goodell, Warren.

BRINKLEY: Did you ever, during the war, receive other heavy damage flying—from
ground fire?

ARMSTRONG: Yes, we had a lot of bullet holes in our airplanes when we brought
them back. We’d patch them up.

AMBROSE: Put a little duct tape over that hole.
ARMSTRONG: Yes. Made them look pretty good, painted it over.

BRINKLEY: After your first month on the [U.S.S.] Essex [CV-9], then you had liberty
in Japan when you’d get to spend time there?

ARMSTRONG: Usually we’d spend four or five weeks at sea and then they would take
the entire ship back to Yokosuka for a week of refurbishing and reprovisioning and
things like that. About one day a week we did some reprovisioning at sea (fuel) ..., but
on a monthly basis, five weeks or something like that, we’d go back in for five days or
six days, something like that.

AMBROSE: You could get aviation gasoline [av gas] while you were at sea? Or when
you say fuel, you mean fuel for the carrier?

ARMSTRONG: You know, I don’t really know what all kinds of fuel, but they had a
pipe, a hose that they could put over from the provisioning ship to the carrier. I assume
they had both [bunker fuel] and jet fuel, and maybe av gas, too.

BRINKLEY: The teamwork and camaraderie experience on the Essex—is there any
way to compare that at all to being in the astronaut corps or with engineers and con-
tractors in the space program? The concept of teamwork—now, this is something that
became a big part of your life from this point on. What was the teamwork aboard the
Essex?

ARMSTRONG: Yes, it was [a] teamwork operation, certainly. We had very few occa-
sions when we would do anything on a solo basis. Almost everything we did as teams,
and in our case we usually liked flights of four at least, to help each other out. Eight
eyes are better than two in looking for trouble and looking for targets.

AMBROSE: A diamond formation with the four?

ARMSTRONG: We used a formation, usually an echelon two airplanes each, separated
by probably a quarter to a half mile. That would allow us to see a broad panorama both
to the rear of the other—we would be looking after their tail and they would be looking
after ours. That was a different approach than had been earlier introduced, or at least
attributed to [Commander] Jimmy Thatch, the so-called Thatch Weave.... We did not
use that technique.
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BRINKLEY: Can you characterize your air group commander, Marsh Beebe, and your
squadron leader, E. M. Beauchamp? Did they have a big impact on you, teaching you,
or did you get to learn from them new ways of flight that you hadn’t previously on your
on-the-job training on the Essex?

ARMSTRONG: I flew with Commander Beebe some, and thought he was quite a good
air group commander, the first I’d known and certainly the first in any operational
circumstances or any combat circumstances. So [ wasn’t in a position to be critical
anyway. | was, one, inexperienced, two, a junior officer. I was delighted when I had
the chance to fly with him. Emnie Beauchamp, a wonderful skipper, [I] had enormous
respect for him. [ thought he was-and is; he is alive today—a superior leader. 1 think if
there was anything I learned from our skipper [it] was that it’s not how you look, it’s
how you perform.

AMBROSE: So, you came home from Korea and you’d completed your obligatory
time in the Navy, and you went right back to Purdue to finish school. Is that right?

ARMSTRONG: Actually, my time expired when I was flying off the Essex, and so my
options were to either extend or swim home. So I extended.

BRINKLEY: Were you excited to return to civilian life after the war and get on with
getting back to going to Purdue and back to finishing your college degree? You must
have been older now-right?-going back to college. You were one of the youngest

pilots.

ARMSTRONG: I was 22. I was really getting old. When I went back to the
university, kids looked so young.

AMBROSE: Did you have a decision to make or did you always say, ‘I’m going back
to Purdue and I’'m going to finish this degree?’

ARMSTRONG: Well, there were tempting options, but I decided—

AMBROSE: To stay in the Navy, for one.

ARMSTRONG: To stay in the Navy or otherwise use the skills that the Navy had
taught me. Those opportunities showed up periodically, but I thought it was important

to go back and finish my education, so I put that in first position.

BRINKLEY: Then you joined the National Advisory Committee for Aeronautics
[NACA] at that point. Did you then move to Cleveland?

ARMSTRONG: I did. That was my first job out of college.

BRINKLEY: And that was at the Lewis Flight Propulsion Laboratory [now NASA
Glenn Research Center].

ARMSTRONG: Right.
BRINKLEY: You just rented an apartment on your own, or how did you—
ARMSTRONG: I rented a room at first, in a private home, and later met one of the
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Armstrong’s early
activities were tests
of the Iron Cross. A
ground simulation
of the reaction
control system
being developed for
the X-15 project is
shown.
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other young bachelor engineers there, and then we rented a small place for the two of
us.

BRINKLEY: Was this close to the laboratory or in downtown Cleveland?
ARMSTRONG: Well, I don’t think we were more than ten minutes from work.
BRINKLEY: Did you acquire an automobile?

ARMSTRONG: Yes.

BRINKLEY: What were your general duties and responsibilities there at the laboratory
in Cleveland?

ARMSTRONG: A dual job as a research pilot and a research engineer. Actually, I think
at that point they called them research scientists. The flying involved doing work with
new anti-icing systems for aircraft, which we had a C-47 (or R4D or DC-3) with vari-
ous kinds of anti-icing equipment that we would fly out in the worst weather we could
find, out [over] Lake Erie and try to pick up a lot of ice and find out which were the
most efficient ways of shedding it. We also did some work in high Reynolds number,
high Mach number heat transfer, and this project involved flying an F-82, which was
a Twin Mustang, and flying out to the Atlantic Ocean and going to high altitude and
launching a multi-stage rocket downward into the atmosphere to get very high Mach
numbers at very low altitudes, and therefore very high heat-transfer rates. The nose
cone was instrumented to measure those kinds of things.

I did a lot of work in that area, also on my scientist or engineer job, in analyzing that
data and also designing components for advanced versions of the rockets that we were us-
ing....But I wasn’t there long, and I’d originally applied to Edwards for my first job. They
didn’t have a spot. Unbeknownst to me, they had transferred my application to the other
NACA laboratories, and as a result of that, the Lewis Laboratory talked to me about com-
ing up there and filling an opening that they had. It was the lowest-paying job that I was
offered coming out of college, but I think, in retrospect, it was the right one.
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BRINKLEY: Were there any memorable incidents or things that occurred in your time
in Cleveland, in flying? Were there any things in your mind where you said, ‘I want an
opportunity to test this?” Were you anxious, with all the technology changes in avia-
tion-were you wanting always to be headed for the newest research that was being
done?

ARMSTRONG: The only product of the NACA was research reports and papers. So
when you prepared something for publication, either as a principal or associate author
of some sort, you had to face the ‘Inquisition,” which was the review of said paper by
experts who were predominantly lady English teachers or librarians who were abso-
lutely unbearably critical of the tiniest punctuation or grammatical error, and that is
what NASA needs today. Because it really made a good product. The rigor of the lan-
guage, which I never mastered, but 1 appreciated after being exposed to those charming
ladies who were so tough.

AMBROSE: I know exactly what you mean. That’s my wife that you’re talking about.
[Armstrong laughs.] And I get asked, “What’s the secret to being a successful writer?”
say, ‘Marry an English major.”

BRINKLEY: When you left Cleveland, did you drive from Cleveland to California
with your car?

ARMSTRONG: I did.

BRINKLEY: Where did you go immediately when you went to California? What was
your destination city? You were going to Edwards?

ARMSTRONG: Edwards, yes.
BRINKLEY: What were your first projects there when you got to Edwards?

ARMSTRONG: I’d have to look in my log to be sure. First they wanted me to learn

a little bit of the NACA techniques for data collection and so on, and they had a P-51
[Mustang] that they had very rudimentary instruments and data-collection techniques
for. They made me go out there and do a lot of flights and practice a lot of maneuvers
for test purposes, and turn in the results so they could see whether I was starting to get
the hang of it. Took me awhile, but it was a good experience—

AMBROSE: Tell me about that plane.

ARMSTRONG: It is a nice airplane, and had a wonderful sound, particularly when you
retarded the throttle and you got those stacks putt-putt-putting. It was quite elegant. I
enjoyed flying the airplane. Just didn’t have the performance of an F8F, but it was built
[to fly at] high altitude. Well, it first was built to be an attack airplane, not a fighter, but
a fighter version of it became predominantly a high-altitude escort long-range aircraft.

AMBROSE: So, continue with—
ARMSTRONG: Other airplanes? They flew some other jets. They had a YRF-84F
[Thunderflash]. When I got there, I was the fifth pilot. [A.] Scott Crossfield had an-

nounced that he was going to go be the pilot on the X-15 program, whoever won it.
He...had agreements with all the different bidders, that if they won the contract, he
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would get the job. So [Crossfield] told them he was going to leave, and that’s what gave
me the opportunity to transfer there. They had five pilots, and, if memory serves, 17
aircraft, pretty much all different. A lot of X-airplanes and fighters, the B-47 [Stratojet]
and R4D and a couple of B-29s [Superfortress], all kinds of exotic aircraft. So they let
me fly a few of these at first, and as they became more confident in my abilities and as I
became more experienced, why, they gave me more and more jobs. I did a lot of differ-
ent test programs in those days. That was the first time I ever flew supersonically, when
I got an F-100 [Super Sabre], and I flew that aircraft a lot, a very nice early F-100.

AMBROSE: And you flew a B-29?

ARMSTRONG: Yes. We had two that we used for dropping rocket aircraft, the X-1s
and the [Douglas D-558-11] Skyrockets. So I, either as the right-seat or the left-seat guy
in the B-29, launched over a hundred rocket airplanes in the *50s.

BRINKLEY: A couple of your X-15 flights became pretty well known, one in which
you lost your stability [system] and had to recover, and then there’s also the mission
which you ended with the longest X-15 flight on record, when you had to fly back
to Edwards from the south. Do you mind just commenting on particularly those two
flights?

ARMSTRONG: I can remember several different system problems in the flights. You
almost always had something. I can’t recall the details of the SAS [Stability Augmen-
tation System] problems. I would have it in my notes someplace, but I don’t have it
in memory. The [other] flight was an altitude flight. I had done a lot of the develop-
ment work on a new type
of flight control system
that was installed in the
number three aircraft and
different from the ones
they numbered number
one and number two. That
system was developed by
Minneapolis Honeywell in
Minneapolis [Minnesota],
and I would go up there
and fly an F-101 [Voodoo]

B-29 LOSES PROPELLER
BUT LANDS SAFELY

4 safe landing on the Dry Lake was made with
the HSFS B-29 late yesterday after one of its prow-
pellers tore loose and ripped into the fuselage of
the four-engine bombers, The accident ocecurred 30,000
fest over Palmdale while the B-29 was preparing to
launch the Douglas D-558-IT (144) Slyrocket.

dccording to erew members, when en intense vi-
bration was suddenly felt from the No. 4 engine,
Pilot Stanley Pe Butchart immediately nosed the
B-29 downward and cut loose the Li4s piloted by
John B, McKay. WMcEay jettisoned his rocket o
pellants and glided to a safe landing on the Lake,

4lmost as soon ag the Skyrocket had cast offy
the propeller pulled loose from the bomber's Noe 4
engine, ripped up the nacelle of the Hoe 3 engine,

they had outfitted with a then plunged through the bomb bay and crashed out
) . the other side of the fuselage.
prototype version of this Because the pilot's ailercn control cables
were cut by the propeller, it was npcessary for
system. Co-pilot Neil H. Armstrong to kring the bomber homs,

None of the seven men aboard the B.29 was
injured. Crew members on the flight weres:

Pilot - Butchart

Co-pilot = Armstrong

Engineer - Joseph L. Tipton
Scanners - Lester H. Booth

Nerman K, Jones
Crew (144) - Homer H. Hall
Thomas J. Raczkowski

Flying chase for the flight were Air Force
captaing Loren W. Davis and Iven C. Kinchloe,

4 committee, composed of the follewing HSFS
personnel, was appointed today by Walter C, Williems,
Chief of the Station, to investigate the aeccidemte

Chairman.Donald R. Bellman
Eenneth S. Kleinknecht
Joseph 4, Walker

Because the X-15
covered such a wide speed
range and altitude range, it
was impossible to set the
gains in the flight control
system to a single value
that was optimum for all
flight conditions. The one
and two airplanes, you had
to continually be changing
the gains because at one
minute you’re at Mach




1, the next minute you’re at Mach 5, and the airplane responds quite differently under
those two conditions. So you were continually having to do this. So we were [trying]
to...develop a system that would avoid that requirement of continually changing gain.
So the Minneapolis Honeywell system was designed and built for the number three
X-15.

In addition to automatically changing the gains by very unique and complex, even
surprising methods, which I won’t burden you with—in addition to that, it would blend
the aerodynamic and the reaction controls when you’re outside the atmosphere. So
in [number] one and two airplanes, when you’re in the atmosphere you flew with the
regular center stick, and when you’re outside the atmosphere you flew with the reaction
controls with a separate stick on the left side. With this system we hoped to be able to
fly the same way all the time, with one stick.

This particular flight you mentioned, we went to somewhat above 200,000 feet, well
outside the atmosphere, so that we were completely flying on reaction controls up
there; acrodynamic controls were completely ineffective, like flying in a vacuum.

Then we had a system limit built into the flight control system that would auto-
matically prevent you from exceeding Sgs. If you hit 5gs, it would automatically put
controls in to hold it below 5gs, and one of the things T wanted to do was demonstrate
that that part of the system worked. It had never been yet demonstrated in flight. That
was my responsibility to do that. We tried this many times in the simulator without any
difficulty, but when we really did it in flight, I couldn’t [quite achieve 5 gs], so I [kept]
pulling to try to get the g limiter to work.

In the process, I got the nose up above the horizon. We’d done this in the simulator,
never had any problem with it. But I found when I did it in real flight, T was actually
skipping outside the atmosphere again. I had no aerodynamic controls. That was not a
particular problem, because I still had reaction controls to use, but what I couldn’t do
was get back down in the atmosphere...I [rolled] over...and tried to [drop back into] the
atmosphere, but [the aircraft] wasn’t going down because there was no air to bite into.
So I just had to wait until I [fell low enough] to have aerodynamic control and some lift
on the wings, [then] immediately started making a turn back. But by that time I’d gone
well south of Edwards.
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It wasn’t clear at the time I made the turn whether I would be able to get back to
Edwards. That wasn’t a great concern to me because there were other dry lakes avail-
able there. I wouldn’t want to go into another one, but I certainly would if T needed to.
[Eventually], T could see that we were going to make it back to Edwards, so I landed
without incident on the south part of the lake.

BRINKLEY: Did any of these difficulties you had at Edwards [and] later with Dave
[David R.] Scott and Gemini [8]-did any of these experiences teach you kind of grace
under pressure? When you had later problems with Mr. Scott and Gemini [8], how did
these things—

ARMSTRONG: Well, I always felt that the risks that we had in the space side of the
program were probably less than we [had] back in flying at Edwards or the general
flight-test community. The reason is that when we were out exploring the frontiers, we
were out at the edges of the flight envelope all the time, testing limits. Our knowledge
base was probably not as good as it was in the space program. We had less technical
insurance, less minds looking, less backup programs, less other analysis going on, That
isn’t to say that we didn’t expect risks in the space program; we certainly expected they
would be there, were guaranteed that they would be there. But we felt pretty comfort-
able because we had so much technical backup and we didn’t go nearly as close to the
limits as much as we did back in the old flight-test days.

BRINKLEY: And to live out around Edwards at that time, you were right near the
base?

ARMSTRONG: I lived about an hour drive away, south. Nobody lived close. A half
hour is about as close as you could live. Big base.

BRINKLEY: We were out at Edwards. I was Just wondering if you could comment on
the Air Force’s X-20 Dyna-Soar [Dynamic Soaring] program and how did you decide

upon the Douglas F5D-1 Skylancer as the suitable demonstrator for parts of the Dyna-
Soar flight profile. And did you develop any procedures based on flying this aircraft?

ARMSTRONG: Yes, I did. The Dyna-Soar program, of course, was first intended to be
a high hypersonic but nonorbital vehicle, and predominantly a research vehicle. It was
originally scheduled to be launched on the Titan I. It later became obvious the Titan IT
might be available and be a better choice, and that gave increased performance, but still
not orbital.

Then when the Titan III was introduced—or looked like it was going to be introduced—
with additional [solid] rocket engines strapped on the side of the [missile]...why, it
might be an orbital vehicle, and if it would be orbital, why, it could be an operational
craft. The Air Force savored the idea of having an operational spacecraft and having
their own manned space program separate from NASA. So the project grew and grew.
Eventually it was not continued; it was canceled, perhaps because it grew too much.

The launch, unlike the Mercury and Gemini and so on, was a winged vehicle on top,
and there was a question what kind of abort technique would be practical to try to use
in case there was a problem with the launch vehicle, in the Titan. It was determined
rather than a puller rocket, [a] pusher rocket [would be used]), to push the spacecraft up
to flying speed from which it could make a landing, but it wasn’t known at that time
what might be practical and how much thrust would be needed and how much perfor-
mance would be needed.

We had the F5D aircraft, which I determined could be configured to have a similar
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X-15 SETS SPEED, "
ALTITUDE MARKS

Unofficial records for speed
and altitude were re-written this
month within an eight-day period
at the Flight Research Center.

First to hit the news was Joe
Walker who rammed the X-15 to Mach
3,31 (2196 m.p.h.) in a flight Aug
Lo . Walker's ten-minute dash in
the rocket-powered  research air-
craft surpassed the late Capt. Mel
Apt's 209L m.p.h. mark. established
in the X-2 in 1956.. -

.Eight days: later, Major Bob
White,“flying;Zh hours: after an a-_
borted:run due to .a nitrogen valve
failure, pointed - the X-25 -craft
skyward, peaking -out at 136,500
ft,-e-almost.twonmiles higher than'’
the . late Capt. Iven Kincheloe ‘re-'
corded in the . X-2, also in 1956,

JBothfWalkerhand'White~wereielaA’
ted ‘with. the-two history-making
successes—---along with the rest of
NASA and the worlde.. - T

_Congratulatory ' messages “irere:
received by both pilots, in€luding
one sent to- Walker by Cols Frank
Everest in which the-.noted USAF
pest. pilot asked Joe, "When are
you ‘publishing your book entitled
'Fastest Man Alive.t" .. '

 the fastest...

~and the,highest
i P ’ '
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The F5D flown
by Armstrong to
test launch-abort
procedures for the
X-20 Dyna-Soar.
This was an Air
Force research
vehicle launched
into orbit by a
Titan llIC booster.
It would then re-
enter and land at
Edwards.
(EC62-128)

glide angle or lift/drag ratio to the Dyna-Soar for similar flight conditions. [We] devised
a way of flying the aircraft to the point at which the pusher escape rocket would burn
out, so you would start with the identical flight conditions that the Dyna-Soar would
find itself [with] after a rocket abort from the launch pad. So then, establishing that
initial condition, you only had to work out a way to find your way to the runway and
make a successful landing.

I worked on that project for a time and found a technique that would allow us to
launch from the pad at Cape Canaveral [Florida] and make a landing on the skid strip
[a runway at Cape Canaveral]. We practiced that, and I believe that Bill [William H.]
Dana and Milt [Milton O.] Thompson both continued [that program] after I transferred
from Edwards to Houston.... There was a NASA report written about the technique. It
was a practical method. I wouldn’t like to have to really do it in a real Dyna-Soar.

BRINKLEY: What other responsibilities did you have at the [Flight Research Center]
other than being a test pilot?

ARMSTRONG: Our principal responsibility was engineering work. We did not do a lot
of flying. It was program development, devising simulations, looking at the problems
of flight, and trying to figure out ways we could test those things and devise solutions
to those problems. It was a wonderful time period and it was very satisfying work,
particularly when you found a solution that would work.

BRINKLEY: Did you know about the first call for astronauts that went out to military
test pilots? I was wondering what your thoughts may have been when you learned
about the astronaut program, when you first started realizing it.

ARMSTRONG: We were certainly aware of it, both through NASA—because NACA
had become NASA by this time-and also from our colleagues in the military, good
friends and people we flew with daily, some of whom had been invited to consider ap-
plying for that.... I knew a number of the Air Force people at Edwards who later trans-
ferred to Houston like I did. But T wouldn’t say that I knew them very well, not nearly
as well as I knew the other NASA pilots and NASA engineers, for that mater. They
were on a different part of the base. We occasionally had meetings where we would be
discussing the same subjects and we would see them probably more frequently in the
air, when they were out on our wing tip with an F-104 [Starfighter].
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JOE WALKER TO EE EONORED AT SETP BANQUET

HSFS pilot Joseph A. Walker will be designated a Felloﬁ of the Society of
Experimental Test Pilots tonight at the Society's first annual awards banquet.
Others receiving the honor are George E. Cooper, of Ames; J.R. Baker, North
American; Joe Cannon, Bell; George Jansen, Douglas; Bob Rahn, Douglas; Tony
Le Vier, Lockheed; H.R. Salmon, Lockheed; C.H. Meyer, Grumman; M.R. Stanley,
Northrop. Presentation of pins and certificates will be made during the ban-
quet, which will be held at the Beverly Hilton Hotel in Beverly Hills,
) The Society, organized in April 1956, will also honor as newly designated
Honorary Fellows aviation pioneers such as Jimmy Doolittle, Air Force General
Albert M. Boyd, Howard Hughes, and Ravy Admirel F.M. Trapnell,
The country's top test pilots are members of the SETP, which is dedicated
to promotion of air safety, continuous eveluation of the adequacy of flight
equipment, exchange of information for.improving testing equipment and high-
speed aircraft escape procedures, and stimulation of interest in the youth of
the nation in choosing careers in aviation. The Society is endeavoring to accomplish these objectives with
‘out.affecting the competitive structure of industry, transgressing the boundaries of proprietary interest,
or serving as a bargaining agency for the members. ' R
Attending the awards benquet from HSFS, in addition to Mr. and Mrs. Joe Walker, will be Mr. end Mrs.
alter Williams, Mr. and Mrs. De Beeler, Mr. and Mrs. Joseph Vensel, Mr. and Mrs. Richard Day, Mr. and
Mrs. Thomas Finch, Mr. and Mrs. Gerald Truszynski, Mr, end Mrs. James Love, Mr. and Mrs. Stanley Butchart,
il Armstr an

BRINKLEY: Do you have any thoughts on some of the early events of the space race,
such as the launch of Sputnik? Do you remember your feeling, on hearing about Sput-
nik and Explorer 1? Were you conscious of the politics of the Cold War going on with
the race into space at that time, when you were at Edwards?

ARMSTRONG: Well, before it was Dryden, before it was Flight Research Center, it
was called NACA High-Speed Flight Station, and they were working on the problems
of high-speed, high-altitude flight. They were looking ahead to days when we would fly
hypersonically and high hypersonically and eventually even further, [hoping] to solve...
the problems along the way that would allow that to happen. It wasn’t something we
talked a lot about, because in those days spaceflight was not generally regarded as a
realistic objective, and it was a bit pie in the sky. So although we were working toward
that end, it was not something we acknowledged much publicly. Not necessarily for
fear of ridicule, but probably somewhat.

BRINKLEY: With Sputnik, do you recall where you were when you heard about that?

ARMSTRONG: Yes. The Society of Experimental Test Pilots was holding a sympo-
sium in the Beverly Hilton Hotel [California] in October of *57, and I was working
on—I think I may have been program chairman; I’m not sure about that now—for the
symposium. But in any case, I was very much involved in the symposium, and we were
trying to find ways to get the Los Angeles press interested in the kinds of technical pre-
sentations that were being produced there, and get a little coverage of what our industry
was doing and what was happening in the test-flight world. But it was a very hard sell,
and it became completely impossible once Sputnik came across the sky, and all ofa
sudden we couldn’t get any people to come listen to problems about airplanes flying.

AMBROSE: And your own reaction to Sputnik? Curiosity, or more than that? Or, ‘God
almighty,” or what?

ARMSTRONG: I don’t remember exactly what my reactions were at the time, too much
colored by intervening events. But I guess it was disappointing that a country who was

28


http:a.deq_ua.cy

CREDIT UNION MEMBERS GATHER AT ANNUAL MEETING

Credit Union personnel.

 balance.

Board of Directors

*Donald Bellman

by the resignation of Lesliie Carbett.
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the “evil empire” in our minds at that time would be
beating us in technology, where we thought we were
preeminent. At the same time, it was encouraging,
because it demonstrated the kinds of things that we
were interested in really might be achievable and
perhaps it would encourage people to look at our
world with somewhat more curiosity and perhaps
approval than they had before. It did change our
world. It absolutely changed our country’s view

of what was happening, the potential of space. I'm
not sure how many people realized at that point

just where this would lead. President [Dwight D.]
Eisenhower, I think, was saying something like,
“What’s the worry? It’s just one small ball.” But I’'m
sure that was a facade behind which he had sub-
stantial concerns, because if they could put some-
thing into orbit, they could put a nuclear weapon on
a target in the United States, because the navigation
requirements were quite similar.

...That was an eye-opener, I think, to a lot of peo-
ple. Maybe there was substantial interest in, ‘Well,
maybe we can get people up into space.” That was
instantaneous, that possibility.

BRINKLEY: Here you are a test pilot and you’re
flying the most advanced aircraft in the world.
What makes you at that point in time want to join
the astronaut corps? What is it that made you
decide, “This is what I want to do’?

ARMSTRONG: It wasn’t an easy decision. I was
flying the X-15 and I had the understanding that

29

The Annuzl meeting of the HSFS Credit Union was held or Jamuary 17, 1957. The annual

¢ treasurer’sg report and annual reports from all committees were submitted and accepted by

# the members in attendance. Reflected in the reports was the belief, expressed by the

# Board of Directors, that 1956 has been & successful year for the Credit Union, with mem-
bers bereflitting in numerous ways from the éfficient operating procedures carried out by

A dividend of 6 percent on shares held during 1956 was approved. All members were
© urged to teke their pass books tc the Credilt Unicn office as soon as possible for posting.
It was voted to retairn the current interest rate of 1 percent per month on an unpaid

During 1956, it was reported, 216 loans were made for a total of $108,211.33, A re-
¢ quest was issued that all applications for loans be made before 11 a.m. on Tuesdays.-
Election of officers was held with the following members selected:

Raliph Sparks Pregidernt Jack Nugent Chairman
Henry Deniels Vice President *Pat Maresh Secretary
*Thomas Finch Treasurer *Bill IePage
#Normar Payes Aszt.  Treasurer *Ralph Pernula
Beler Foley Secretary Martin Byroes
#Neil Armstrong Publiicity Chairman. . . ...
Supervisory Committee
Stanley Butchart Chairman
Arthur Lynch

One member is to be seizcted by the Board of Directors to fill the vacancy created

Credit Committee

EX-PRESSIONS

FRENZIED PACE.....Joe Walker and
Major Bob White are rapidly dis-~
covering "What Makes Sammy Run?"..
After the two set world altitude
and speed marks in the X-15; they
were besieged from all sides for
television and radio appearances,
feature stories, telephone inter-
views, etc...Both appeared on NBC =
TVts "Today" show last Tuesday
a.m., and Joe followed that with
an appearance as the "Face in the
News" on Ben Alexander's "About
Faces" show which wideoed Tuesday
afternoon (ABC-TV)....Needless to
say, the two should be well known
by near 100 million ladieSe.ssssee
Keeping up the pace, Walker will
guest star on "What's My Line"Sun-
day evening (Aug. 21) from New
York...Watch the TV page for time.
GOOD' READING...Additional reprints
of National Geographic's fine ar-
ticle on NASA are available in
rooMm 139 cceseesiesssessrocarsoscone
Speaking of literature Richard
Tregaskis, author of fuadalcanal
Diary," is winding up his book on
the X-15 program, following the
two recent flights...Information
on when the book will be available
will be published when receivede..
SLOW DOWN.,.Speed limit within the
FRC fenced perimeter ( mainly the
aircraft ramp) is now 10 m.pehes..
STUDY HARD.....USC graduate study
courses, to be given at Edwards
this fall, are being formulated
and will be published ' when com-
plete....As many persons as possi-
ble will be enrolled in the pro-

essesessesvesves

am
ngJS HEAR TALK......WONASA members
{Continued next col.)
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POLIO, FLU IMMUNIZATION TO BE AVAILABIE FOR HSFS EMPLOYEES

On Monday, October 28, from 2:30 p.m. to 5:30 p.m., through the Bakersfield Public Health Clinic,
first, second, and third polio shots will be offered at no cost to HSFS employees and their femilies at
the Main Base Cafeteria. The cafeteria is located on the corner of Mojave Boulevard and Wolfe Avenue,
diagonally across fram the Civilian Personnel Office.

] Infants must be 6 months or older and adults under 40 years of age. It will be the employee's respon-
| sibility to meke arrangements for his famlly. Employees, with permission of their supervisors, may be
excused from work for the time necessary to receive the shot,

A clinic will also be held at the Gephart School in Boron frem 7 p.m. to 9 p.m. for any employees
wishing to take their polio shots at that time.

NACA Headquarters has notified NACA facilities that sufficient vaccine has been obtained to make it
possible to immunize all NACA employees against Asiatic flu at goverrment expense. The vaccine will be

| awailable at HSFS about October 15 and will be administered by Nurse Elinore Irvin. All employees who
deslre to be inoculated are requested to notify Mrs. Irvin by October 15 so that a schedule can be set up.

FIRST HSFS UNITED FUND DRIVE NOW IN PROGRESS

HSFS' first United Fund Drive was officially opened this week. The single-package drive to solicilt
employee contributions for charitable and humenitarian or welfare agencies in this ares will replace all
other appeals usually conducted during the ‘year. No further fund appeals (except for emergencies or
disasters) will be made until September 1958.

Some of the agencies included in the United Fund are the Antelope Valley Community Chest, Red Cross,
Boy Scouts, Girl Scouts, Crusade for Freedom, Selvation Army, Heart Fund, and Cancer Fund.

Joseph Vensel, Fund Cempaign Manager, will be assisted during the drive (Sept. 30 to Oct. 11) by the
staff of solicitors pictured below. The following Board of Directors will administer the Fund: Martin A.
Byrnes, chairmen; Ralph E. Haley, vice chalrman; Florence P. Maresh, secretary; Elinore J. Irvin, treasurer;
Edward J. Lynch, John G. McTigue, and Oscar N. Hayes, Jr.

As pointed out by Board Chairman Byrnes, an employee's contribution represents the whole of his
charitable giving at home and at work for the entire coming year. The complete amount he contributes will
go to the specific agency he names without any deduction for overhead costs, as is customary in professional
fund raising campaigns. :
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if I continued, I would be the chief pilot of that
project. I was also working on the Dyna-Soar,
and that was still a paper airplane, but was a
possibility. Then there was this other project
down at Houston, [the] Apollo program. Gemini
hadn’t been really much identified yet at that
point. It wasn’t clear to me which of those paths
[would be best]. Recognize that people who are
in this world see projects come and £0. A proj-
ect’s established, it may run for several years,
finally get canceled, and I had been assigned to
aircraft test projects and never, never flew the
airplane, because the need changed. I never got
to that goal. :

We sort of saw every project of this type
as something that, ‘it may go or it may not.’
Although you learn a lot when you’re on a
program that eventually gets canceled, there’s a
lot more satisfaction in being in a program that
really reaches its fruition. § can’t tell you now

Neil A. Armstrong just why, in the end, I made the decision I did,
(left) and Center but I consider it as fortuitous that I happened to pick one that was a winning horse. But
Director Paul F. there would be no way to predict that at the time, when it got to that fork in the road—in
Bikle. my case, a three-way fork.

(E-16107)

BRINKLEY: Some of the other test pilots that didn’t go into the Apollo program, that
stayed at Edwards, that believed, ‘We’re flying our own planes,’ and had that attitude,
did you ever catch like, ‘Space, that’s for, like, the dog that went up, or the monkeys.’
Is that kind of an attitude that prevailed?

ARMSTRONG: On the part of some, yes. At the time the Mercury program was start-
ed, it might well have gone that way. In a sense it did, in that they had a lot of monkey
flights. But I believe that the reason it did not keep that characterization was that the
Mercury crewmen insisted on making it an airplane-like device, have the same conven-
tions as normal airplanes, so that your natural instincts were proper, and insist that the
crewmen be able to perceive enough and see enough and have sufficient information
available...that he could make reasonable choices about proper alternatives in how to
control the craft in a manner that would maximize the ability to get toward the objec-
tive.

So I think that was a great contribution on the part of the Mercury guys, who were
probably abrasive to some of the engineering managers in that time in their demands
that the craft be built in this way. So that certainly was important.

KLEY: What was the astronaut selection progress like, and
inds of physical and psychological tests were you sub-
to once you made that decision?

Many good-bys were said
ast Friday to Neil Armstron ‘

TRONG: Well, I don’t think the community of flight

ne and flight physiology knew very much what they need-
0 at that point. There were widespread predictions that
mans could not survive in space for a variety of reasons, both
physical and physiological. So they didn’t really know exactly
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what to test for, I think, so they did everything. They
didn’t miss anything, as far as I know. They did every
test known to man. Not necessarily fun. Survivable.

BRINKLEY: How did your job now as an astronaut

differ from being a test pilot? What were the first things .
INASA FLIGHT RESEARCH CENTER

that you realized were going to be different for you?
ARMSTRONG: Well, it was very different. There were x‘lmit'ffng”ms SELECTED FOR NEW PROGRAMS
some similarities in the sense that we were planning and ccted For Gemini | B

we were trying to solve problems and devise approach- '
es, but since we were trying to do an operational job, we
were extremely focused. A research project tends to be
more broad, generic—cover a range so that you have in-
dications as to which might be the best path. The Apollo
and Gemini programs—Mercury, I really wasn’t involved
in the early parts of that-but in the germination of Gem-
ini and Apollo, we were looking for not a range of stuff, : pson To Fly X-20 Dyna Soa
but the best method that we could find that would give SR
us ability to go at the earliest possible time, maximum
speed, and with the highest level of confidence. Quite
a different responsibility, yet the skills, the engineering
approaches, and the equipment available to us was really
quite similar.

BRINKLEY: How did you feel when President [John
F.] Kennedy made his great challenge to put a man on
the Moon in that speech—not just yourself, but the whole
team you were with? Was that a moment where you
really—can you recall Kennedy’s speech, and can you
recall that kind of commitment that came out of Presi-
dent Kennedy?

ARMSTRONG: Well, yes, I certainly remember it,
but it’s a bit hazy because I’ve heard recordings of it
so many times since, that you’re not certain whether
you’re remembering or you’re remembering what you’re
remembering. So I’m not certain what it was. And,

of course, it’s been colored by the fact that I read so
many stories of how that process actually occurred and
what led to his conclusion to do that. I guess I’ve been

persuaded by historians that it wouldn’t have been his An official announcement, made
first choice, but he didn’t find any other good options to last month, named former Center pilot
go against the Soviets with. The world was caught up Neil Armstrong as commander of Apolio
in what the Soviets were doing. And he’d campaigned 11, the first Apolio flight that could land

against [Richard M. Nixon] on that basis [the need to on the moon.

Vi Y If everything goes as
challenge the Soviets in space].

planned, Neil could be the first man on
the moon. Fred Haise, another ex-Center
pilot, is back-up [unar module pilot for
this flight

BRINKLEY: I guess I'm thinking of the youngness of
all of you, and here’s this young president saying that.
Did you feel like he was part of the team, like he was

a leader now—with President Kennedy, we really had a
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leader that wanted to put the space program on the forefront of the American agenda?

ARMSTRONG: Our concern always was, ‘What will the Congress do?’ Because the
president can proclaim, but it’s the Congress that makes things happen. So that’s really
where the question was. As it turned out, they were motivated to support the president

in this area, which I’'m not sure I necessarily would have guessed at that point, based on
my recollection of priorities...

Boett wiil dos

GT-8 Scheduled
For Next Week

Gemini 8 will be launched on a
three-day mission from Cape
Kennedy, Fla., no earlier than
March 15, the National Ae ronautics
and Space Administration announc-
ed last week.

Command pilot for the mission

HEG SN the SpMEDE =

B the bachpsck

| Bt T -

e adupter

| e BRAcEE Fads entdl Saw

gt before contleiing e aieas
sohicwiar ped el K's
& jestheorn -

. ., f& 48 mnpree

e, a;,;rmwmzsr‘ vimg AL Uk

R %‘ e 5 gpmﬂ -

urs of Dighy. on e
EEEashg of Mareh 18

Hewit is schoduled 2o spey  dhe
sk o 20 bewrs and 23 mimgies
e the susrion while B webiclen

: ve gackpd, e will EpSng S ang
B Bal rivdytlong. shout wwo hogye

= e wf 1 spacegrafy i

i ivili Astronaut Neil A, Arm- B
1s civilian A2 'S&?{s&g‘?"t Ak rireg wilk an -

strong, a former X-15 pilot. Pi-
lot is Air Force Maj. David R.
Scott. Gemini 8 will be boosted
into orbit by the two-stage Titan II
Gemini Launch Vehicle, genera-
ting 430,000 pounds of thrust.
Scheduled liftoff is 11:40 a.m.
EST.

The mission will include ren-
dezvous with a Gemini Agena Tar-
get Vehicle (GATV) (modified
Agena D), extravehicular activity i e
by Scott, and 11 onboard experi- . fe smd GhBen fnits or & wark
ments. A ! : gl on e sdnSeer,

The Agena will be launched into  creern s ) . .

a 185-statute-mile
by an Atlas Standardized Launch
Vehicle approximately 100 minutes
before Gemini 8 liftoff, or at
9a.m. EST.

Gemini 8 will go into a 100 by
168-statute-mile elliptical orbit
and rendezvous is planned during
the fourth revolution, approxi-
mately five and one-half hours it aBe R N
after liftoff. are  sodinesl :i.i:’;i’i‘li

After Armstrong i Fcad frag spg grows,
will perform the first of four . g ppetremeieT, POEleLE
dockings with the Agena, in which . Ebed L TH P eteeEiTe
the Gemini will be physically con- sesien.  The mmedival superi-

0t ba ey Dipasssys of  Eeely
s
Lending of the agacecraft la

&Iﬂ fL ] setrules, ouiplds the # -
; mg!‘. Toml elaprad  Henw }:‘tmm
hatzh opeaing o bateh shasing will
sl o bowvs and 30 mbnules.
n tha ’ll’f;' Mﬁﬁxg&t Mgm&* i‘saf*

BaE BT GASIaREer L

‘ﬁ‘e«,uts w;i}l Hagn wee w hend bald
LB OTTIRG unk wihich fires bivets
Ereop-wliFoger gis @ fowtrpl

He 9l o3 rinve *
Teds wwir §

Iston radintion pepayi.

& Geredad § Epacerrgft

; tirate o relepavicetmere id
FRritent oz the Agans. acd vae
Elsioam rewsling  power s

circular orbit cew sl TR n&!“ ol =

rendezvous,

BRINKLEY: Describe your training with the Lunar Landing Research Vehicle [LLRV]
and the Lunar Landing Training Vehicle [LLTV]. What was it like to try to fly it, and
how valuable was that experience during your mission?

ARMSTRONG: Start at the end and work back. It turned out to be very valuable.
Originally, when they started first talking about lunar landing, it wasn’t known what
technique would be used to go there. [ was at Edwards, and we started thinking about
how you would simulate flying over the Moon. That was a natural thing for us because
in-flight simulation was our thing out at Edwards. We did lots of in-flight simulations,
tried to duplicate other vehicles or duplicate trajectories or duplicate this or duplicate
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that, make something fly like something else. It was just what we did. Don [Donald]
Bellman and Gene Matranga, two engineers, and myself, to some extent, started talking
about how you might do this. Our first idea was...have the spacecraft carried on another
vehicle and make that other vehicle be something that would create the conditions that
would duplicate the lunar gravity and lunar vacuum and so on...and learn how it flies.

Then we decided that was going to be a pretty complicated project, and what we
should do before we did that was build a little device, a little one-man device which
would just investigate the qualities and requirements of flying in a lunar [environ-
ment]—to build the database from which we would build the bigger thing to carry the
real spacecraft. So we actually devised such a craft. It looked like a tin Campbell Soup
can sitting on top of some legs, with a gimbaled engine underneath it. That became the
basis for a requirement for a bid to build the LLRV. It was not known at this time that
there would be a Lunar Module. It was direct ascent and Earth-orbiting rendezvous
and other strategies were still being considered. Matter of fact, the Lunar Module came
after the Lunar Landing Research Vehicle

Fortunately, the characteristics and the size [and] in the inertias and so on of this
training device were very much like the Lunar Module. That was strictly fortuitous. So
it turned out that the people—this is after I'd left there—Joe Walker, Don Mallick, and so
on, went through the project to fly this thing, and finding out what the characteristics of
a machine flying in a lunar environment would be.

...At that time it was decided to go the lunar-orbital rendezvous method and build a
Lunar Module, and it turned out that [the LLRV] was just about the right size. After
that, they made the Lunar Landing Training Vehicle, which was designed to be even
more [Lunar Module]-like, so it would give you a good representation. In fact, it did.
All the pilots, I think, to my knowledge...thought it was an extremely important part of
their preparation for the lunar landing attempt. As you may know, the Lunar Module
was designed to be able to make an automatic landing, but to my knowledge no one
ever did.

BRINKLEY: So the simulation—how close a simulation was this training to the actual
landing? Were you in for any surprises when you actually had to land it differently than
the simulation?

ARMSTRONG: It was harder to fly than the Lunar Module, more complicated, and
subject to the problems that wind and gusts and turbulence and so on, introduce, that
you don’t have on the Moon. The systems were somewhat choppier or less smooth than
the actual Lunar Module, both propulsion and attitude control systems were so. The
Lunar Module was a pleasant surprise.

BRINKLEY: Do you mind discussing the incident you had with the Lunar Landing
Research Vehicle when it crashed? What was your involvement in the investigation and
recovery process in that? Were you part of all that?

ARMSTRONG: Well, it’s fairly well covered in a variety of documents. Just say that
for an unknown reason, the pressurization gas—I was conducting a simulated lunar ap-
proach and lost the pressure and gas to the attitude control rockets, and when you lost
attitude control...it diverges—not very slowly. And there was very little time to analyze
alternatives at that point. It was just because I was so close to the ground, below a hun-
dred feet in altitude. So again, time when you make a quick decision. You departed.

I did not participate in the investigation of that, because I had otherwise assigned du-
ties at the time, so others did that. We lost three of those vehicles, and it was a contrary
machine and a risky machine, but a very useful one....
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Apollo 1 Launch

As Seen By

Center Personnel
NOTE: Among Center personnel who

the launch of Apollo 11 was
who brought

witnessed
Bill Dana, Pilot’s Office,
back the following jmpressions. A com-
ment by Jim Love is also included.
July 15

630 a.m. Thin ov
s\Would they go with this weather
‘ },” but | knew they

se it's 3a.m.

ercast - asked my-

self
{below X-15 standards

would. Very red-eyed, becau
in California. )

§:30 a.m. Tour buses {cave reception
up route A1A to Cape

center. Travel
n. This was the

Kennedy Air Force Statiol
he Air Force Eastern

are assembled here in a vertical position

from the many sub-assemblies brought in
by barge and rail. The building is 546
feet tall and its base covers 8 acres. It
can house four Saturn/Apotios in various
stages of assembly. As we visit it the day
before the launch of Apolio 11, it already
contains a nearly assembled Apolio 12,
which is scheduied to launch in November.

This completed the tour of the
Cape area the day before launch,
July 16

The alarm rang at 4:30 a.m. {1:30
a.m. Lancaster time} and we were struck
with the thought that perhaps our over-
riding memory of Apoiio 11 would be that
of overwhelming drowsiness. A shave re-
vived me, and we stepped out of our room

into a sky of stars. This was a pleasant

original portion of t
Test Range. Here we see vast arrays of

trackingantennas clustered as thaugh they
\were a pre-historic forest.
We crossed the man-made causeway

1o NASA-owned Merritt Island, The first

is Pad 37, the site of the fatal fire in

stop
he control

January 1967, Here we visit t
room from which Apotio 7 was controtied
Guring launch in October 1968. We note
hat it is about 20 times as large as the
X-15 contral room, put very similar in
concept. ‘

We travel past Pad 40, the site of
ihe Titen 11 faunches, to Pad 39A where
Apcilo 11 sits almost hidden petween the
hright-orange fixed gantry and thfe gray
nobile gantry. The mobile gantry is even

more impressive than the Saturn/Apoito
iigelf. This is the vehicle th

the Saturn/Apoiio
mites from :
{VAB} 1o Pad 30A on giant “cater
tractor” tracks.
the gantry and it )
nerritt tsland could not support it.

three mil
oot deep, was built from
Pad out of special gravel mined in Te

at transports
2 distance of three

the Vertical Assembly Buifding
pillar

Because of the weight of
s load, the sandy soil of

e road, 100 feet wide and 25
the VAB to the

contrast to the previous morning and was
read as a good omen for launch day.
After a quick cup of coffee, we
| boarded an ‘Official NASA Visitor’* bus
ﬁ for Cape Kennedy. This put us in the
i select company of 10,000 other sleepy
: souls on 249 other diese! buses. As we

approached the Cape, the dark VAB was

not the outstanding edifice; it was a

brightly lit Saturn/Apollo from which the
movable gantry had been removed. In
the darkness, the white gleaming Saturn
was like a giant candie set on the table,
Merritt island.

We were in the stands by 7 a.m.,
2-1/2 tours before faunch, hut even with
10,000 other spectators we were able to
spot at jeast a dozen people we knew.
Countdown was amazingly orderly.

was.

two aftgr that.

A

function.

nn-
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We were surprised how late crew entry
Neif did not get aboard until about
2-1/2 hours before launch and the other

When the big moment came {9:32
a.m. EDT), we knew there was a mai-
THe=Saturn did not move for,

have lost one or two engines. '

The rest of the crowd, not being as
well informed as |, remained ignorant of
the malfunction and applauded at liftoff.
An eternjty later, as the Saturn cleared
the gantry, we could hear Neil say, via
the Ioudspeakers, “We have a roll pro-
gram.”  The crowd applauded again,

»

»

*

According to Jim Love, who witnessed
t‘he launch from g different area, when the
first stage ignited, the men who were
responsible for jt cheered with gusto,
V\Alh.en the second stage ignited, the tech-
nicians responsible for it cheered even
longer.

* »

-

At ar altitude of 8 or 10,000 feet
the Saturn passed through a local c!oud,
and disappeared momentarily, It left a
black, slow-moving shadow on the cioud
which somehow reminded me of a phoe-

nix rising from its own ashes,

No sound reached the viewing stands
for 16 seconds after launch, When the
sound did come, we had expected it to be
a chest-rattling vibration, reminiscent of
an X-15engine ren,

Instead, it was a series
of ear-piercing sonic booms from the
supersonic nozzles of the Saturn’s motor.

Soon the craft reappeared from be-
hind the cloud, and we watched its con-

trail move down range, Staging occurred
a't a distance of 70 miles, The crowd
viewed staging from the stands and ap-
plauded the departing Apolio.

Other than the extreme slowness of
the liftoff, the biggest surprise was the
brightness of the rocket exhaust.  Al-
though we were looking into the maorning
sun and had our sunglasses planted firmly
On our noses, the glare from the rocket
motors was painful to watch,

We knew the flight had to end
successfully with such a perfect launch.




S

i

.

LLRV Accident
Report Released

The investigation board has cited a
loss of attitude controt as the cause of an
sccident that destroyed the number one
Lunar Landing Research Vehicle in Hous-
ton.

In the mishap lest May 6, former
Center pilot Neil Armstrong escaped with
minor injuries when he ejected just before
ihe crash and landed by parachute. The
Lunar Landing Research Vehicle (LLRV),
a fiying simulator built 1o train pilots for
landing operations on the Moon, was 3
total loss.

The NASA accident board found
that the pilot was forced to escape a few
seconds after the loss of helium pressure
in the propeilant tanks caused premature
shutdown of the attitude control rocket
system.

The mishap occurred when the ve-
hicle reached a hovering position about
30 feet above ground. Due to 2 loss of
thrust from the lift rockets, the LLRV
started to descend, but when the pilot
shifted controls back to normal Earth
flight operations, it began climbing. Then.
spparently because the pilot was warned
100 late of running low on propellant for

his attitude control rockets, he lost con-
1ol of the vehicle. The pilot immedi-
ately ejected, when the craft was about
200 feet above ground and beginning to
nose up and rol} over.

The board noted that the source of
the trouble was the foss of helium prassure
through the hydrogen peroxide tanks and
the Nft rocket system. This pressure
forces the peroxide propellant from the
tanks to the lifi rockets and the small
shrusters operated by the pitot to control
attitude.

Normally the LLRV can be flown
and lended safely with its gimbal-mounted
jet engine and attitude control thrusters
even’ after the propellant supply to the
lift rockets is depleted, but this calls for
quick action by the pilot as soon &
warning comes.

The MSC Board said this action
amounted to a “critical pilot task during

(Continued next colume)

INTERVIEW. . . Following the recent flight, HL-10 pilot Jerry Gentry talked to reporters

and television crews.

LLRY (Continued)

the heavy workload period which devel-
oped on this flight”” 1 laid the basic
diffiouity on design deficiency because the
helium pressurization for attitude con-
1o} is not protected against 10ss through
the lift rocket system.

The number one LLRV received its
initial flight tests at the Flight Research
Center. Over 150 successful flights were
made here.

A full copy of the summary of the
accident report is available in the Pubtic
Affairs Office.

Cover

The cover of this month’s X-Press
shows the new radar installation 8t Ely,
Nevada. This is the radar that is pro-
viding all up range coverage for Center
1lights since the closing of the Beatty site.

The dish of the antenna has a 29-
oot dismeter and is supported by a new
pedestal. The new radar, built by the
Radio Corporation of America, is ex-
tremely accurateand is capable of tracking
orbital satetlites.

Called the HAIR, High Accuracy
Instrumentation Radar, the rader has al-
ready been used to track recent XB-70
and X-15 flights with excelient results.
In the future, Center flights as well
as those from other Government agencies
will use the radar.

Rocket Engine Maifunction
Mars First Powered
HL-10 Flight

The first powered flight of the Hi-
10 lifting body was made late Iast month,
Unfortunately, it did not last as long as
planned.

The flight was planned to reach a
1op speed of 0.8 Mach or approximately
600 mph.

Following launch, research pilot
Major Jerry Gentry activated the switches
for the number one and three chambers
of the rocket engine. Only the number
three chamber ignited, so he went 1o the
alternate flight pian that called for him
1o use chambers two and four. However,
both of these chambers also failed to
ignite.

Following preplanned procedures,
the pilot elected to land at Rosamond
Dry Lake. A very successful fanding
was made with no damage to the air-
craft.

During the weeks preceding the
flight, Gentry had made several practice

jandings at all of the alternate landint
sites.

The fiight is expected to be ¢
scheduled for next month.

On the day prior to launch, Stan
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Butchart, Flight Operations, placed a
telephone call to Neil Armstrong to wish
him a good trip. It took several minutes
for Neil to come to the telephone and
he greeted Stan by saying, I'm sorry
to be so long, but | was talking on the
other telephone to the President.’’
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Interviewed by Curtis Peebles
February 16, 2001

William P. Albrecht was among the large number of people who helped transform the
X-15 from concept to reality. In many ways, the X-15 represented as great a leap into the
unknown as the X-1 had more than a decade before. The vehicle flew at speeds and alti-
tudes two or three times greater than those reached by earlier research aircraft such as the
X-1A, D-552-11, or X-2. As operations engineer on the X-15A-2, Albrecht had to deal
with the results of extreme heating experienced by the aircraft at high speeds, which,
on one occasion, nearly caused the loss of the aircraft on its final flight. After reaching a
speed of Mach 6.7, the heat generated burned through the aircraft’s lower fin.

Albrecht’s involvement with acrospace engineering began in the early years of jet
propulsion. His background was different than that of most engineers, even at that time.
He had only a brief technical school education rather than a formal university degree.

He arrived at Edwards in 1951 as a contractor, but not for the NACA or the Air Force.
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Rather, he worked on the Regulus I and II cruise missiles for the Navy. This was followed
by work on the F8U-3, an advanced version of the F8U Crusader jet fighter. When this
program was cancelled, he decided to remain at Edwards and join the newly established

NASA.

NEW FACEE g

Ruby A. Parker - methematics aide from Rosamond, assigned to

Simulation and Computation
William P. Albrecht - flight operations engineer in Flight Operations,

from Palo Alto, Califormia

Murray Politz - meronautical research engineer in the Aero Structures
Branch, from Brooklyn, New York

Jo Ann W. Rogers - mail and file clerk in Research Files, from

Palmdale

Q: Let’s begin with your family background and how you became interested in aerospace.

A:I'was in a family of three children. Dad was a book salesman. He was in the book
business and became the chief salesman in the Macmillan Company in New York. I lived
in New York. I was raised on Long Island and became interested in model airplanes and,
in fact, models of all sorts—airplanes, trains, and such. That’s kind of how it started. I took
up a scientific academic curriculum in high school and went to Stewart

Tech in New York City, which was one of these small trade schools.
They taught aircraft mechanics—that sort of thing—and they

taught some preliminary
aircraft design, which

1s the course that I took.
That ended after about six
months and I was drafted
into the U.S Army during
the war.

Q: Then you served in the
India-China-Burma Theater,
in airport construction. Any
specific incidents that stand
out?

A: Well, a brief description of that assignment: We were assigned

Operations’ Bill Albrecht cele-
brated (?) a half century of clean

.. | living earlier this week at a surprise
- | birthday party. The rest of Ops
Engineering is betting that Ron
Waite won’t make it that far. . .

Former X-15 pilot Bob Rushworth
is now Director of Flight Test at Wright-

Patterson AFB. . .. Meryl DeGeer, Flight
fentine’s

Operations, Was married on Va
Day which prompted perennial bachelor
Bill Albrecht to say. “1f marriage is such
a good deal, how come Cupid never got
married?”. . .. A bachelor party for Meryl
was hosted by his best man, Herb Anderson
and featured an educational lecture by

Bill Albrecht, Operations, spent fii:
a week skiing at Aspen. On
re‘;turning to work, he presented
his lecture Course on how to

Flight Operations engineer Bob Baron. ..

identify highway patro| motor-
cyles while passing from the
rear. . . ., Also on the slopes
::were Deput Director Dave

first in India, where we built concrete ranways for the B-29s that would subsequently

be used for strategic bombing of the Japanese. That ended when our regiment moved to
Burma. And of course the objective there was quite different. This was no longer concrete
airports—it was hacking dirt ranways out of the jungle. The Japanese didn’t like that, so
they made life a little difficult for us. I think the most interesting event that occurred was
not the operations in Burma, although they were certainly exciting, but the trip after the
Burmese campaign when the Japanese were driven out of Burma down at Rangoon. Our
regiment broke up, and a bunch of us were sent to Kunming (China). We flew to Kunming
and then we took the old Burma Road, or Ledo Road, from Kunming up to Chungking. I
don’t think it’s called Chungking anymore.

But when we arrived at Chungking we had visions of becoming another large regiment
and trying to drive the Japanese out of the shoreline areas of China. However, when we
got to Chungking we heard about the first A-bomb drop on Japan. And of course none of
us knew really what all that meant. Several days later, when the second bomb fell and the
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Japanese sued for peace, we of course were ecstatic—because we had been given to under-
stand that we might be there for several more years, and it looked like at this point that we
were going to go home. And indeed we did. We flew back to Calcutta, and we were on a
boat from Calcutta to the States within a month. Those were happy days for us—not very
happy for the Japanese, however.

Q: After the war you joined Chance Vought’s Flight Test Division. How did this occur and
what were your duties?

A: Well, after I got back from the war I thought I would probably never leave New York.
But after a month I was so fiddle-footed I couldn’t sit still and I started looking for a job
in aircraft as a draftsman or something like that. The only place that was hiring at the time
was Chance Vought, at least of the people that I interviewed with. Chance Vought was up
in Bridgeport at Stratford, Connecticut. So up I went to Stratford and took up residence
there. My first task was updating drawings based on EOs [engineering orders] and other
engineering data that somebody else invented. So it was a very dull sort of job. T was
simply copying somebody else’s work. The boss of what was called the Drawing Change
Group was an old German guy who was a real stickler for printing and the formalities of
drawing. He finally got a hold of me and said, ‘Hey, are you sure you want to do this sort
of work?’ I said, ‘No, not really.’ He said, ‘How would you like to go down to the Experi-
mental Department and operate as the liaison engineer.” I said, ‘Boy, would L.’ So that’s
what got me started into the world of flight tests and experimental work.

Q: So at the time you only had that few months

of trade school? Service Emblems

Are Received

Service emblems have recent-
ly been given to Flight Research
Cex;xter employees for government
service,

The length of time and the em-
ployees are listed below:

A: Yes. It was a course in drafting with some
very, very fundamentals of structure and aerody-
namics. I have no sheepskin from a college.

Q: You worked on the XF7U Cutlass program at
Naval Air Station Patuxent River. What events
stand out in your memory?

Five Years
Helen Brooks
Christobal Flores

A: I was sent down there as a sort of a field

engineer—here at NASA, we would call it an ops
[operations] engineer-with the first XF7U, and
several flights were made. On the last flight for
that particular airplane it fell in the Chesapeake
Bay. We never recovered the body of the pilot
although we spent, I guess it was, a month, six
weeks hiring some fishermen from Smith Island
across the bay. We strung chains and cables
between pairs of boats and plowed through the
bay, trying to snag the wreckage. It was really

a futile effort from the start because we had
only a very vague idea of where the impact
occurred. But we did wind up picking up some
pieces, which gave us some encouragement,

Ten Years
—— t=ar3

William Albrecht
Harold Bryan
Roy Bryant
Lynn Buttcane
Ernest Dunn
Norman Gravatt
Robert Halasey
Wilma Harris
Willie Mayes
Charles Miller
John P, Smith
George Trott

Fifteen Years
Marion Brown

Ramon Jimenez
Carl Osborn

The twenty and twenty-five year
emblems will be presented at the
annual ceremony in October.

and we identified the pieces as part of the first
XF7U. But afier six, eight weeks we gave up
trying to raise the main fuselage and, of course,
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the pilot and the fuselage are still down there. That was the biggest event in that series of
tests.

Q: What are your recollections about the early jet technology and the difficulties this
posed, particularly in building a carrier-compatible aircraft?

A: Well, the XF7U was not the first carrier-type jet that Chance Vought tried to build. We
built the XF6U, which was a single-engine airplane, and the XF7U itself. Both those air-
craft suffered from lack of good, solid jet engines. Jet engines and afterburners were kind
of a new thing. The afterburners were most unreliable. You could not guarantee that the
afterburner would light any better than one out of three—something like that—at the start. I
think that was probably the biggest problem with early jet technology. The engines were
just unreliable. You could get the turbines going fine but if you tried to use full power, you
were never sure that you were going to get it.

Q: And a carrier deck is a real short runway.

A: Yes. But of course for takeoff you had the burner going before they released the
catapult-so you could probably count on getting off from that point of view. But in the air
you couldn’t reliably light the afterbumer.

Q: You then moved on to the Regulus I and II programs. Again, what events with these
stand out in your memory?

A: Well, again we started with a jet engine, in the Regulus. The Regulus I had a J-33 [jet
engine], I believe. It was quite reliable, but of course it was not after-burning and Regulus
I was not a high-performance machine. The Regulus I eventually wound up on subma-
rines and some mid-size vessels, sitting on launchers on the afterdeck of cruisers. The
Regulus II was a Mach 2 vehicle. It was powered at first with, I believe it was, a J-65, and
eventually it was planned to have a J-79 after-burning engine. That was one of the better
engines of the era, in my mind. The J-79 and the afterburner were much more reliable than
we had seen in the XF7U or the F7U. One of the things that I recall was that in spite of
the fact that it was an unmanned vehicle, it did not have a flight termination system of any
sort. We crashed a few of them around various bits of landscape here in southern Califor-
nia and Nevada. At least two, I think, went into Death Valley. There was one that crashed
over in the Central Valley on a ranch. That seemed to be acceptable at the time—safety
being what it was then.

The Regulus IT was quite successful as far as it went. However, in the case of the sub-
marine deployed version—it required the submarine to come to the surface and remain a
sitting duck on the surface while you rolled the missile out onto the launcher that was on
the deck and raised the launcher and fired it off. That took 20-odd minutes, and during that
time you were a sitting duck for enemy action if you were found. The Regulus died a sort
of a natural death when the Navy became successful in popping Polaris missiles out from
under the water which, of course, didn’t require a submarine to surface. As soon as they
got several successful pop-ups of their dummy Polaris, the Navy came to Chance Vought
and said, ‘Sorry, boy—you’re out of business as far as the Regulus missile is concerned.’

Q: What was the time frame? When did you join the Regulus program?
A: That was in 1951, when I first came out to Edwards. We did our development test work
here at Edwards using both Regulus Is and Regulus IIs equipped with landing gear so we

couid launch them and test them and then land them and use them again. The military
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Regulus missiles didn’t have landing gear. The Navy work, we did out at Point Mugu.

Q: What were conditions like at Edwards at that time? Was there still the ‘Wild West’
atmosphere of the early days?

A:In 1951, yes-there was a certain element of that. The base was nothing like what we
know of now. The old tarpaper shacks prevailed and that’s where people lived, includ-

ing the military and civilians. It was called Kerosene Flats down there, somewhere in the
vicinity of where the present main runway is. Lancaster was, I would say, about seven
thousand people strong. That included the surrounding area and Palmdale. There were one
or two nice restaurants in town. One of them I can remember had a large mahogany bar a
la western style, with big mirrors and brass and that sort of thing. It was a really big deal
when J.C. Penney moved a department store in Lancaster. Everybody just about celebrat-
ed. We also had but one traffic light, and that was at the junction of Sierra Highway and
Lancaster Boulevard. But the Wild West atmosphere still prevailed. Ranching was also big
at that time-raising hay and stuff like that-that required lots of water. Water pumping was
done throughout the valley to keep crops growing. The water table at that time was quite
high. It’s somewhat depleted now, although so is much of the agriculture in the Lancaster
area. I think the big crop they’re growing now is carrots and onions. Alfalfa and hay have
seemed to disappear.

Q: You spent 13 years at Chance Vought before joining NASA in October of 1959, What
caused you to make the switch?

A: Well, as I said earlier, we lost the big contract for Regulus II. Coupled with that we lost
a contract for a Navy fighter. We lost that to the F-4, which was built by McDonnell. The
Navy opted for a fighter with a crew of two and two engines. Chance Vought went into the
competition with a fine airplane, the F8U-3, that flew very well-performed really, I think,
better than the F-4 at the time. But it had one pilot and a single engine. The Navy appar-
ently decided they wanted more reliability and they wanted the rear seat to take care of all
the nav [navigation] and the avionics.

Q: The fire control radar—

A: Yes—fire control and things like that. So what caused me to make the switch was that
after we lost the contract for Regulus and there was no more flight test out here—which
included, at that time, Regulus and the F8U-3—we all went back. Our flight test group here
at Edwards closed down. We went back to the main office, which had moved at that time
from Bridgeport down to Dallas, Texas. I wasn’t particularly happy with Texas, having
spent some time in California. I was impressed with the mountains and the neat things to
do out here. I wasn’t much of a golfer and that’s what they had most in Texas. But anyway,
I wound up in the main engineering office doing paperwork designs and things like that,
and it was kind of dull after having spent seven or eight years with the flying machines. So
I decided to switch.

Q: You worked on the F-104 air-launch sounding rocket. What do you recollect about this
program?

[ WINTER FON...

A: Well, that was a fun program.
When the X-15 started to come
around | was not assigned im-
mediately. We only had one bird

Bill Albrecht, Operations Engineering,
recently returned from a week and a half in Sun

Valley, Idaho. He reports the skiing was ex-
cellant,
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and that was adequately covered without my getting into
the act. The air-launch sounding rocket was really a fun
program. We had this F-104 equipped with a launcher
and I was part of the design team on that. We carried this
rocket, which was called a Viper. It was designed for
sled use. At the time, we had a sled track operating here
at Edwards. This old rocket was fitted with a nose cone
that contained a folded-up Mylar balloon with a spoon-
ful or so of water inside it. It was launched by running
the F-104 into a zoom to a near-vertical attitude, at which
time the rocket was launched. When it reached its apex
the nose cone was jettisoned and the folded balloon
popped out, and almost instantly the water inside vapor-
ized and filled the balloon. I forget what the diameter
was, but it was quite large and you could track it with
the radar. It was intended to be a meteorological study of
winds aloft.

Q: When you arrived at the Flight Research Center the
X-15 was making its early powered flights. What were
your duties when you joined the program, and your recol-
lections of these initial flights?

A: The early X-15 flights were done by North American, and then the first vehicle was
turned over to Dryden. It wasn’t Dryden then but the Flight Research Center. I was not a
part of the early flights, I guess, for maybe the first six months or so. I was still working on
the air-launch sounding rocket. But when the second vehicle came along, I was assigned
to it. When it was delivered, [ became the ops engineer for that vehicle.

Q: What were your specific duties with X-15 #27

A: Specifically, it was basically what our ops engineers do [at Dryden] at the present time.
That is, to manage the crew chief and his crew in terms of the technical aspects. They
weren’t working for us in terms of administrative assignments, but the ops engineer called
the shots as to what to do to fix a problem, how to service and that sort of thing, schedul-
ing of the work and reporting upstairs to the project manager and helping to sort out flight
schedules and that sort of thing, based on the ops engineer’s knowledge of what was going
on downstairs.

Q: What about the buildup to the Mach 6 and the
350,000-foot altitude? What do you recall about that
series of flights?

A: Well, they were fraught with little problem areas.
As the envelope was expanded, things like structural
damage, warping of leading edges of the wing—things
of that nature-required little fixes here and there. Like
the leading edge, for example; we put slots in and left
a little gap there so that segments of the leading edge
could expand without causing the leading edge to
buckle. There were many little examples of that sort
of thing. Although in the systems world, the problems
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The heat shield
after it was applied
to the X-15A-2.
The coating would

protect the aircraft’'s

metal skin during
the planned Mach
7+ speeds it would
be subjected to.
(E-16915)

were because of the cryogenics. We had liquid oxygen and ammonia on board, both of
which are very cold propellants. Whereas the structure suffered from heat, a lot of the Sys-
tems suffered from the cold soaking. When you were carried up on the wing of the B-52,
cold soaking would cause valves to freeze up and fail to operate. There were quite a few
aborts and we’d come back home and redo the valves-redesigns in some cases; provide
heaters in other cases, and that sort of thing. So there were quite a few little glitches that
hampered the path to Mach 6 and 350,000 feet.

Q: The X-15 #2 was damaged in a landing accident. Following this the aircraft was modi-
fied. It was lengthened and external drop tanks were added. What do you recall about this
specific vehicle and the operational and technical issues that arose?

A: Well, I was kind of in the thick of that. The fuselage was lengthened by about 29 inch-
es, the intent being to provide room for a liquid hydrogen tank and a system to provide
hydrogen to a scramjet. The scramjet design was in the making then, and Langley Field
[now Langley Research Center] was up to their elbows in that one. The plan, of course,
was that X-15A-2 would be outfitted with a scramjet to be mounted under the aft section
in place of the lower ventral. As it turned out, the scramjet suffered greatly from technol-
ogy development and that sort of thing and we never got around to flying a real scramjet,
although we had the hydrogen system in the airplane. As we advanced beyond Mach 6
other things got in our way. We had some landing-gear problems. Due to stretching of the
fuselage the cables that operated the landing gear
were now longer and so they didn’t have quite the
required allowance for expansion.

So we had several instances of nose-gear exten-
sion. We had a nose-gear extension at Mach 4 that
so heated the tires that they just burst, and when
we landed it looked like feathers hanging off the
wheels. That sort of thing kept us on top of the en-
gineering aspect of the thing. We worked, of course,
with North American. A lot of the ideas came from
our people, and North American developed the
physical designs, which resulted in changes in the
landing gear and other sorts of things. Our intention
was to get to Mach 8. We finally got to 6.7 with the
tanks and an ablative material, which we sprayed
onto the aircraft and then painted it white.

We had trouble with the windshield cracking at the high temperatures. Also, when we
put the ablative on we were concerned that perhaps during the ablative process the mate-
rial would gas off and maybe cover with a film the windshield so the pilot wouldn’t be
able to see to land. The answer to that was to build what we called an ‘eyelid.” We put this
eyelid over one of the windows so that if for some reason the eyelid didn’t work when
you approached landing, hopefully you’d have the other glass clear. If the other glass was
not clear you counted on the eyelid to open and give you at least one clear window. Those
were the kind of things that stood in our way.

Q: Were the drop tanks ever an issue? In other words, you were at supersonic speeds when
you dropped these large tanks.

A: We were at Mach 2 when we dropped the tanks. They were equipped with a rocket to
separate them and they worked quite well, as a matter of fact. We were concerned at first,

but of course we made a couple of flights with the tanks empty—at least one flight with the
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tanks empty and jettisoned them at Mach 2 and they separated
okay.

Q: Pete Knight made the Mach 6.7 flight and the X-15A-2 came
back badly damaged. What are your recollections about this
flight?

A: Well, that was the flight that we had a dummy model of a
ramjet hanging below the lower ventral. I believe it was at-
tached to the lower ventral directly—I’m not quite sure of that.
But, in any case, it had this long spike. The shock off the spike
contacted the aft fuselage and burned a hole in it, and along
with that it caused severance of one of the hydrogen peroxide
lines, so we had peroxide leakage in the back end also. That
was the major damage that occurred on that flight.

Q: This was followed by the accident with X-15 #3 which
killed Major Mike Adams. Although you weren’t involved
with that particular aircraft, what do you recall about those
events?

Valentine’s Day
Dance Tomorrow;
Buy Your

Tickets Today!

The "Hearts A Go-Go" will
be held at the Knights of Colum-
bus Hall'in Lancaster at 9:00.

Tickets are available from the
following: Bobby
Della Mae Bowling, Betty Cal-
lister, Sandy Illian, Molly De
Haan, Gertrude Kelly, and
Boots McNally.

Tickets are $1.75 per person,

Andrews,

A: Well, | was not the ops engineer for that aircraft. But we all shared different duties with
the different aircraft, and I was involved in the control room monitoring and I was also
involved in the accident investigation. My recollection in the control room was that there
was a long period of silence when Mike was way up at altitude, and then finally transmis-
sion came through in a rather strained voice and he said, ‘I’m in a spin.” There was not
much that we could do in the control room. I believe Pete Knight was the mission control-
ler for that flight and his response was, ‘Watch your alpha,’ [angle of attack] which was a
big concern with that airplane as far as exceeding the alpha limits in getting the thing to

flip. Well, it was already flipped, apparently, and it was in a flat spin.

Well, first of all, we didn’t have any good information

Contrails:

The ' Keep your powder dry award"
goes to Scoutmaster Bill Albrecht, Flight
Operations, for taking his Bay Scout troop
camping at Morro Bay over the rainy
Thanksgiving weekend. . . . . Public Affairs
Officer Ralph Jacksonserved as one of the
judgesfor the Lancaster Christmas parade.

. .Former HL-10 pilot Pete Hoag has
been transferred to Southeast Asia. Jerry
Gentry will join him early next year. . . ..
The son of Betty and Marvin Callister,
Flight Operations, has returned from
Vietnam. . . . . A visitor to the Center
last month was Al White, first man to pilot
the XB8-70.. ... Two new research fathers
are Tom Sisk with a baby daughter and
Don Berry with a boy who has six older
sisters, Keep swinging Kolf. . . . . Kenneth
Szalai, Flight Dynamics, received his Mas-
ter's degree in mechanical engineering
from the University of Southern Califor-
nia in December 1970. .. . | Terry Marshall,
Flight Mechanics, will wed Kathy Baldwin,
a Lancaster schoot teacher, in April. .. ..

,.as to the flight path as it was descending in the spin. In
fact, we didn’t really know that it was a spin at the time.
What we did was, with a large sort of a skirmish line we
searched across the desert—the area where the fuselage
mpacted and where we calculated that the canopy might
have been—and we came across the film cassette out of
he gun camera that was in the cockpit. Using that film,
hich had a good view of what we call the 8-ball-the
attitude indicator—the lab set up a model of the X-15
nd, frame by frame, moved the model according to the
1ctates of the developed film out of the cockpit camera.
What they got at the end was a picture of an airplane
omg a flat spin not on a vertical line but on an angular
escending line. So that confirmed that it was a spin.
- [ was part of the investigating team, and one of the
, teresting things that I think about right now as I’'m
lalking is that here was a case of an accident causing a
eath of a pilot, and there was no major agency-wide
Vestigation. The investigation was done solely within
Dryden and local people. That was kind of interesting.
It didn’t make any impression at the time, but when you
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On Friday,

number Two X-15 was
called Mud Lake.

wards.

rocket aircraft.

McKay released from the B-52,

~This was not the first time that
J McKay had landed at Mud
Lake, Only days earlier, he had
prepared for this possil
flying a simulated X -15 landing
pattern at Mud Lake in an F104 so

imate the X-15 landing character-
istics.

After touching down on the dry
lakebed, the left landing gear col-
lapsed causing the 14,000 pound
aircraft to gointo aleft skid. This
skid continued for about 2, 500 feet
resulting inthe collapse of the nbse
gear and the right wing tip diggiﬁg
into the lake bed.

Sensing the complications that
were about to arise, veteran re-

search pilot McKay made a split
second decision and jettisoned the
canopy. Soon after the canopywas
blown off, the aircraft rolled over
and landed on its back.

As soon as the decision was
made toland at Mud Lake, the em-~
ergency equipment began to put
into operation the planned proce-
dures for an event of this nature.
Captain Paul J. Balfe, USAF, in
an HZ21 helicopter took up a posi-
tion that would enable him to re-
main as close as possible to the
landed X-15. Aboard this heli-
copter was Dr. (Capt.) Lynn B.
Rowe, USAF, the flight surgeon.
From it's orbit in between Mud
Lake and Edwards, the USAF C-
130 aircraft carrying a flight sur-
geon, paramedics, NASA X- 15
87 "~ialists and a vehicle contain-
i. ’he necessary equipmient for
reécue, headed for Mud Lake,

Also on Mud Lake was a fire
truck with'1, 000 gallons of water
to dilute and render harmless the
various chemicals that are used
in the X-15. NASA 8, a specially
adapted jeep on the lake bed was
manned by two NASA X-15 special-
ists, Robert Anderson and John
Gor'don,both Rocket Aireraft Tech-
nicians. :

As the X-15 started to slide
d- ~n the dry lake, the H2l heli-
¢ _ er landed next to the damaged
aircraft and unloaded the first two
men to reach the downed aircraft,
Dr. Rowe and TSgt. Charles L.

X-15 DAMAGED AT MUD LAKE

at 10:23 in the
morning, November 9, 1962, the
dropped
from a B-52 launch aircraft 18
miles northwest of the dry lake
This dry lake
is close to the town of Tonopah,
Nevada and is 190 miles from Ed-

FRC pilot Jack McKay was at
the controls for his seventh flight
in the series of research flights
that are being conducted with this
After ascertain-
ing that everything was ready, Jak

ity by

configured so as to closely approx-.

rather minor UAV incident causing repercussions all the
way to Headquarters and an intra-agency

i Investigating team, why, it’s quite different.
It just indicates the difference in cultures
between then and now.

After the rocket engine was ig-
nited, it became apparent to both
Jack McKay and NASA 1, Major
Robert Rushworth, USAF, the
ground controller, that the engine
was not advancing to full power.
Reverting to alternate plans, the
pilot shut down the rocket engine
and prepared for a landing at Mud
Lake. As the X-15 left its trail of
jettisoned propellants in the air,
it was joined by the number one
and two chase planes piloted by
two other Xd5 pilots, Joseph Wal-
ker, NASA, and Major Robert
continued on page 3

Or even the Apollo 1 fire a couple of
onths before.

Yes. That’s right. Yes.

What do you recall about the final year
of X-15 flights before the program ended?

A: Well, X-15A-2 was still hoping to get
a scramjet-at least I had hoped that they
would still get it. We never even ser-
viced the hydrogen system, although we
had vacuum jacketed lines and all of the
paraphernalia that goes with hydrogen in
the airplane. As the time went on it became
~ apparent that the scramjet was not going to
appear. I think they were going to make the
200th flight and the program ended with the
199th, because the day of the 200th was a
snowstorm, and as a result we didn’t fly the
200th flight. And that’s where it ended.

Manes, USAF. They were soon
joined by Curtis C. Lyons from
the fire truck and the two X-15
specialists, Robert Anderson and
John Gordon.

About three minutes after the
X-15 had first landed, the C-130
aircraft, piloted by Captain Gay
E. Jones, USAF, had landed at
Mud Lzke and its crew members
were assisting in the rescue oper-
ations,

As the helicopter was hover-
ing over the downed aircraft dis-
sipaing the toxic-ammonia {fumes,
Jack McKay was being cut loose
from the retaining straps that held
him in his seat. Five minutes aft-
er the rescue personnel reached
the pilot, Jack McKay was out of
the airplane, He was assisted
through an opening estimated to be
| no larger than 10 or 12 inches.

He was then taken to the hos-
pital at Edwards Air Force Base
where he remained under obser-
{ vation until Tuesday, November
1 13. After complete examination,
| he was found to have no serious
| injuries but painful bruises on his
] back,

The manner in which this whole
rescue operation took place re- R
flects highly.the training and pre-
| planning that is necessary for the
.| X-15 program.

Q: What was the mood at the Center after
the X-15 program ended? End of an era or
eager to move on?

A: Well, there was maybe a little bit of both.
At the time we were also involved more
and more with lifting bodies. And of course
that was looking to the future and they had
been flying and producing results. People

"% just turned their attention to the lifting bod-
there was a certain nostalgia that came to be in

- everybody that was associated with the program
y successful program and they were happy about
jor Adams.

u see as the major operational challenges of the

ajor operational challenges were dealing with cryogenics and dealing
- with the very hot and very cold—very hot outside, very cold inside.
Q: You then moved on to the YF-12A program. What were your specific
duties?
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A: Well, I was the ops engineer for one of the two YF-12s. My specific duties were those
of the ops engineer—the care and feeding of

the machine, the directing of modifications to

. create hardware to run the various scientific

experiments that were planned for the air-

plane. I was also involved in the control room

operations and played the part of controller

sometimes—other times I was on one of the

monitors.

Q: What were the operational and hardware
issues with this program?

A: One of the issues that we came up against

was measuring the thrust and things like that—

getting the right kind of data. Again, we were

interested in dealing with heat, although we

did not have ablative material on the airplane

itself. We did have an experiment; it was

referred to as the ‘cold wall’ test, and it was

a cylinder that was slung on a pylon on the

lower center line underneath the belly of the

airplane. It had a coating of ablative mate-

rial and a nose cone of ablative material, and

it was equipped with pyrotechnics to blow that covering off. It was chilled with liquid
nitrogen on the ground before takeoff, and the liquid nitrogen was put inside the cylinder.
After takeoff and achieving the Mach 3 speed the ablative material was blown off and
instantly exposed the super-chilled cylinder to the heat of Mach 3. And of course data was
taken at that time. [ have no real idea just how successful the data gathering was and what
all it meant to the future, but as far as the experiment, the physical aspects of the experi-
ment, it worked pretty nice.

Q: The YF-12 took a lot of preparation. It was a very specialized aircraft.
What do you recall about this?

A: Well, so did the X-15 and so did the lifting bodies. I don’t think there
was any surprise to the Dryden people, certainly not to the mechanics and
the crew chiefs that tended the Blackbird. They were dealing with similar
things that were dealt with in the X-15 as far as hot structure and so forth. I
don’t think that that was really a very big problem. We understood what it
took to service complicated vehicles and, of course, the Blackbird had been
flying for some years and they weren’t really experimental. The equip-
ment that we applied to them was experimental but the airplanes were not,
really. One thing that comes to mind on the YF-12A—we did over-stress it
in a sideslip and we broke the lower ventral. The YF-12 had a ventral that
folded to land and, of course, it was extended in flight. And we broke that
thing badly and that was kind of a lessons-learned sort of thing.

Q: One aspect of flight research that tends to be overlooked is the contri-
butions of the people on the ground. As you said, these vehicles require a
great deal of preparation. Could you give some examples of these kinds of
contributions by the crew chiefs and the mechanics?
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Mike Adams and
the X-15.
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Final frames from
the cockpit camera
as X-15 #3 broke
up in flight.



Ramjet Contract

Awarded For X~15

The National Aeronautics and
Space Administration has selected
Garrett Corp., Los Angeles, Cal.,
for negotiation of a contract to de-
sign and develop the engine for
NASA's Hypersonic Research En-
gine Project.

The contract is for approxi-
mately $15 million and calls for
final design, development, con-
struction and testing of small re-
search ramjet engines. The en-
gine will have a design weight li-
mitation of 800 pounds with dimen-~
sions compatible with mounting it
beneath the aft fuselage of the
X-15 No. 2 airplane.

Liquid hydrogen fuel is speci-
fied for the research engine which
must be capable of operating at
flight speeds between Mach 3.0
and 8.0 (2,000 to 5,000 miles per
hour). Mach 1l is the speed of
sound.

The contractor will be required
to deliver the first flight engine to
NASA within 29 months.

The ramjet engine differs from

Cinter To Pa rticipate In ‘
new research Project to stug ha,

‘the feasibility and i

on an advanced h

HQS:ovisamjet Program
0 g partg. i
design concepts turbojet which hag a n?el::lh’-:;it::
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: . engine i i N mpressor th, N
the turbojet, in that there are no N % € 1is being oTganized by the Presses au—i’ © r_an’J.et com-
rotating parts It must be in mo- A: donal  Aeronautics and Space front of th e Ting it into the
A . L > ministration. The Lang] 3 € engine at high speed.
t%on through the air to begin ope ra - search Center will have dgireeyctk;e_ Burning fuel is added to the com-
tion. * Operation depends on air of the initial phases of the Pro on  pressed air and expands through
gram

;]-Le tail Pipe to produce thrust.
: e1 famjet operates most effec-
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ranges. P e speed
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. : eéngine as a means of concerned with supersonizt::m bl:

we

as subsonic burning, ang will pro-

being rammed into the inlet. Fuel
is introduced into the internal air
flow to add energy through com-
bustion. The expanded gases are
released through a nozzle to pro-
vide thrust.

Because of their fuel economy
at hypersonic speed (above 3,500
mph}, ramjet engines are expected
to be useful for hypersonic trans-
port aircraft, boosters, and for
spacecraft flying within the at-

with support from the Flight Re-~
8earch Center, Lewis Research

. hypersonic -- more than five times j o by T the e
tl}e speed of sound -- flight mis-
8ions. The ramjet i
Powerplant is vel
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< spacecraft while flying within  gnq experim. ® .dy' fabrication
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Many engineers and scientigts ore. atory equipment, Later phases in-

mosphere.

Garrett was selected for this
second phase of the Ramjet Pro-
ject on the basis of its nine-
month preliminary design study
completed under Phase I, Two
other companies participated in
the nine-month competition --

cause of reduced weight and im-

General Electric Co., Cincinnati, P’°Ve§ flight efficiency, :):Znt mgedmbgy the Flight Research

and Marquardt Corp., Van Nuys, In its simplest form, the Tamjet  jet w:;. nf:u tddel of a typical ram-
3 N nted on th. -

Calif. (Next column) display to the Preside:ﬂ:x 15 #2 for

A: Well, in addition to crew chiefs and mechanics you should also include avionics techni-
cians. We’ve had a lot of contributions by all of those people. Here’s one example from
one of our avionics techs. He wrote me a little letter and he said, ‘The B-52 typically ex-
periences relatively long periods of time between flights or engine runs. Normally during
these times external power is applied to the aircraft for long periods of time for mainte-
nance operations. Due to the increasing difficulty of procuring spare parts for [B-52] zero
eight, I recommend the following circuit breakers be pulled during post-flight procedures
to lessen operating time on unused systems....’

Anyway, the suggestion here was to pull the circuit breakers after a given flight if you
weren’t planning to use these systems for post-flight or any other checkout during the long
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X-15 Number 2 Repair And
Modifications Announced

Repair plans for the X-15 num-
ber 2 that was damaged last year
during a landing at Mud Lake,
Nevada were announced by NASA
last week. Not only will the re-
search aircraft be repaired, but
additional modifications will be
made that will extend the speed
capability. This will be the first
major modification in the X-15
configuration since it was designed.

The contract for the work was
given to North American Aviation

by the USAF Aeronautical Systems
Division and amounted to about
five million dollars. Delivery of
the aircraft to the NASA Flight Re-
search Center 1is expected in
February,1964,

The main reason for the de-
cision to repair the aircraft was
based on the needs of the research
program. It was also decided that

it was possible to make some mod-
ifications to the X-15 that would

also increase its utility for con-
ducting aerospace and aeronautical
experiments.

The major modification to the
aircraft is the addition of two drop-
pable propellant tanks that will
increase the propellant capacity of
the X-15by 13,500 1bs. The X-15
now carries about 18, 000 lbs. of
ammonia and liquid oxygen. This
increased propellant supply will
increase the engine run time to
approximately 145 seconds in com-
parison to its present time of 83
seconds at full throttle. The added
engine time will theoretically raise
the X-15's speedcapability to about
5300 m.p.h. oreighttimes the speed
of sound. However, structural
and adrodynamic heating restric-
tions may lower the actual speed
increase, The present maximum
speed of the X-15 is 4104 m.p.h.

As yet, the operational pro-
cedures for recovery of the exter-
nal tanks that would be jettisoned
from the X-15 in flight have not
been finalized. A parachute-type
device is under consideration.

Additional work is being per-
formed to accommodate the
creased heating. An ablative ma-
terial that dissipates heat by burn-
ing itself up, will be used on some
parts of the X-15.

Consideration is being given to
the possibility of testing ramjets
with the X-15.
jet engines that depend on air com-
pressed by high speed flight, could

in-

Various ramjets,
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{Continued on page 2)

be attached to the lower portion of
the vertical tail and be tested in
flight.

Physical changes to the aircraft
include the strengthening of the
landing gear which will make the
X-15 stand 19 inches higher on the
ground. It will be lengthened 29
inches with the installation of two
50 gallon spherical tanks in the
fuselage. These tanks will be used
for the storage of fuel for use in
the anticipated ramjet study.

Modifications are also being
made for the installation of camera
equipment for use in the star
tracker experiments that will be
performed in the X-15.

THE - WHITE KNIGH
T WITH
MATCHING AIRCRAFT AS SEEN

BY CENTER ARTIST :
TON, , LEE LYT-




The forward
fuselage of X-15
#3 in the desert
northeast of
Edwards.
(E-17845)

interval sometimes between flights. During those periods of time, power would be on the
airplane and you’d be running amps through some of these systems~an example is engine
oil pressure indicators, fuel flow indicators, the aileron trim, bleed air manifold pressures—
a whole bunch. So we acted on that recommendation by this electrician and we’ve saved a
lot of time being inadvertently put on systems that were just idling while you were check-
ing other things. That’s just one example.

There were lots of examples. During the X-15 program the canopy was so designed that
if the pilot landed and was somehow disabled—it was a crash landing or something like
that-if the crew hastily flipped up the canopy and a certain hose had not been cut, then the
incapacitated pilot’s ejection seat might be launched inadvertently.

So a suggestion had been made to provide some sort of a guillotine device in the back
end of the canopy that could be operated externally by a lever and would cut the hose.
This would prevent an inadvertent ejection of the pilot. We built that guillotine device into
the canopy and we used it a couple of times when the pilot couldn’t get out of the airplane
for some reason—like the canopy was stuck and we had to pry it or something like that.
We’d cut that hose to begin with, just to make sure. Those are the kind of things.

Most of the things that come from the shop people were to help you to improve the
safety of the crew. Special tools—every mechanic has special tools which he built for his
own use, inventions, basically, to accomplish even a very small procedure that engineers
write into the books but they don’t tell you how to actually do it. So there are a lot of spe-
cial tools and things like that. Yes, we depend a lot on input from the technicians.

Q: Dryden also has extensive shop facilities. Could you give some examples of their con-
tributions—equipment that was fabricated in-house rather than by a contractor?

A: The shop technicians do their share in making suggestions. Quite frequently a design

appears in the machine shop or the metal shop created by some engineer who has the right

idea in mind but calls for blind holes and things like that that cannot be fabricated. The

shop contributes heavily in that sort of thing. They will come back with, ‘Hey, why don’t
we make it like this.” Almost invariably the engineer
says, ‘Hey, not a bad idea. Let’s do it that way.’

Q: I’m sure there have been many characters over the
years among the ground personnel. Could you provide
examples?

A: Well, one of the characters I remember was Duke
Littleton, who was the crew chief of the X-15 #3. One
of his hobbies was to keep rattlesnakes. He kept them
in his garage in cages, but he’d occasionally go to the
local pet store and buy a little white mouse for food for
his snakes. He’d buy several of them sometimes. After
several months of this he showed up at the pet shop
again and he said, ‘I’d like to buy two more of those
little white mice.” The clerk at the store said, “You must have a lot of white mice by now.
What are you doing with them?” He said, ‘Oh, I just feed them to my rattlesnakes.” And,
of course, the clerk was irate and he wouldn’t sell him any more mice. But Duke was kind
of a character.

Q: When I talked to you earlier you commented that you ‘manage programs rather than
people.” Could you give some examples of this, such as situations that developed, how

you’ve dealt with them and the lessons learned?
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A: Well, I don’t manage programs-1 manage operational issues that are created by the pro-
grams or that accompany programs. The programs are managed by Code P, which is the
projects organization. Their managers really manage the programs and they’re responsible
for them. They look to Operations for guidance with regard to safety issues, how to get
things done, and so forth. That’s the area that T have some interest in. But I don’t manage

programs per se.

Q: Could you give any examples of situations and how you dealt with them?

A: Well, let’s jump back to the X-15 for a little bit. We had this
problem with the landing gear and the nose gear extending at high
Mach number and, of course, creating a severe hazard for recovery
because, first of all, you didn’t know what all was going to melt
inside the nose wheel well from the heat. The tires didn’t exactly
melt but they were destroyed. They were incapable of operating as
tires. When the first event like that occurred there was, as you can
imagine, a lot of concern and a lot of theories and so forth. The
initial theory was that somehow the forward lip of the nose gear
door had extended downward enough to catch the airstream and the
airstream opened the door. I maintained that the lip did not scoop
up air—that the door operated as a kind of a compound bar because
the inner skin was aluminum and the outside skin was Inconel. It
operated as a compound bar and bowed so that in the center where
it was being held by the up-lock hook, the door was bowing out and
it unhooked, and that’s what dropped it. Once we demonstrated that
in the loads lab, the fix was sort of simple—a stronger hook, some
spring load in the hook, which we added with cone washers that
operate like a spring. That seemed to fix it. But that’s the kind of
thing where Operations was able to come to the aid of the project.

Q: So, in other words, the Inconel stainless steel and the aluminum
had different expansion rates. So one expanded more than the other
and created a bend that triggered all these events.

A: Right. The bowing of the door put a load on the up-lock hook
sufficient to open the hook and drop the gear. The Inconel expand-

ed and was hot and the inner skin that was aluminum was cool and
didn’t expand as much.

Q: All right. Well, thank you very much.
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Newspaper Quotes

No news media likes to make a mistake;
all hate to admit it. But the following clippings
. indicate somebody '"goofed'"’ somewhere.

1962 From the Los Angeles Times, August 4,
620

"The first report was electrifying.

"'An X-15 rocket plane had landed on Se-
pulveda Blvd., near the old San Fernando
Mission.

"'Sirens screamed and newsmen raced for
the scene.

"It was an X-15 for sure--the first of
three research craft that have been topping
speed and altitude marks out of Edwards Air
Force Base.

"But it was lashed to a truck that was re-
turning it to the North American Aviation fac-
tory for modifications.

""The 'confusion ‘c;me when a California
Highway Patrol escort was relieved by & Los
Arngeles police escort. )

"Someone reported there was an X-15
'down' on Sepulveda Blvd.

'"He forgot to mention that by 'down' he
meant truck-borne on Sepulveda, not crashed.”
###

If you are ever -down in Houston, Texas,
Yyou might visit the Bellaire movie theater.
They have a wonderful "triple Horror Show."
1962 From the Houston Chronicle, August 1,

i MO¥:2364
TRIPLE HORROR SHOW!

-+ 4020 Bellaire

s ACTUALLY s = =
FILMED IN SPACE!
ternng
DAVID MctEAN + CHARLES BRONSON
PANAVISION® < TECHNICOLOR®

The United Press International sends out
their stories by teletype. Perhaps the tele-
type operator couldn't find the ''r" button,
From Matt Weinstock's column in the
Los Angeles Times, August 9, 1962:

"In his recent 59-mile-high flight in the
X‘-15, Maj. Bob White encountered yawing, a
side to side motion, and last week, pilot‘.’Toe
Walker went up in another . X-15 gquipped with

automatic control equipment t e s
t to h
quip: check thi

nReporting this flight, UP! referred to it
af an 'udder-flapping test,' which fasc ted
..hm Wales. He thought the cow had 2s.ady
jumped over the moon."




ORGAN MUSIC UP, then UN-
DER.ANNOUNCER:AS we feft our
intrepid explorers, ai) veterans of
the Ill-Fated Duck Pass Expedi-
tion, they were sinking to a new
low in the investigation of geo-
morphological phenomena.

i-Fated Duck Pass Expedition
and Layton.

Yes, leaving  kith and kin
behind, and forgetting the lessons
of Pastadventures, our heroes, Biil
Albrecht, Teq Ayers,  Vince
Capasso and Gary Layton des-

cended deeper into the waiting
abyss of the {(Music Up} GRAND

CANYON!

Yes, it was a cold day in mid-
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Prepared for the decent. Bill Al-
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according to Layton. wel|, the
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exhonerated, They actually djd
find the bottom of the “bottom-
less” Grand Canyon.
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ANNOUNCER: Now a word from
our sponsor..,

brecht had even brought one Jone

ski pole as a means of defense
against the lurking unknown.

As you may recall, this brave
outfit was nearly stranded when
they woke up “deep in snow, in
the wilderness at Duck Pass,"”
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Clyde Bailey

and

Ralph Sparks

Interviewed by Dr. Michael Gorn
March 30, 1999

With a top speed of Mach 6 and a maximum altitude of 350,000 feet, the X-15 required
a new approach to the traditional research-flight profile. Previous rocket aircraft, such as
the X-1 series, the D-558-11, and the X-2, had been launched in the vicinity of Rogers Dry
Lake. If the pilot was unable to start the aircraft’s engine or if the aircraft suffered some
other malfunction, he could jettison fuel and glide to a landing on the Rogers lakebed. If
the rocket ignited as planned, the pilot would fly the research profile, and glide back to
Rogers. This permitted a safe recovery at any point in the flight.

With the increasing speeds reached by research aircraft, however, flights could no longer
be accommodated within this localized area. At Mach 3, it was barely possible for the X-2
to be launched within glide range of the Rogers lakebed, fly the research mission, and still
return to land at Edwards Air Force Base. The fatal crash of Captain Milburn “Mel” Apt
on the X-2’s final flight in 1956 was the result of his immediately turning back toward
Rogers, apparently believing that if he did not do so, he would be too far away to reach the
lakebed. The turn was made at a speed of Mach 3 and resulted in inertial coupling, which
sent the aircraft out of control.
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The Mach 6 speed of the X-15 resulted in development of an altogether different profile,
one that would allow pilots to take advantage of the numerous dry lakebeds scattered
across the deserts of California and Nevada. The X-15 would fly a straight-in approach.
The vehicle would be dropped over a lakebed several hundred miles uprange from
Edwards. If the rocket failed to ignite or if it shut down early, the pilot would glide to a
landing on the nearby lakebed. If the problem appeared at a later stage of the engine burn,
the pilot would land at one of several lakebeds farther downrange. The specific lakebed
utilized depended on the flight plan, the burn time, and the X-15’s speed when the failure
occurred.

For Joe Walker’s maximum altitude flight of August 22, 1963, on which he reached
354,200 feet, the “drop lake” was Smith Ranch in Nevada. In the event the engine failed
to ignite, or should a problem occur in the first 44 seconds of the burn, Walker was to land
back at Smith Ranch. If the failure occurred between 44 and 62 seconds, he would land
at Mud Lake. Grapevine Lake would be used in the event of engine problems from 62 to
78 seconds into the burn, and Cuddeback Lake if problems occurred between 78 and 81
seconds. Should engine shutdown occur after 81 seconds, the aircraft would have enough
energy to reach Edwards. This multi-lakebed strategy offered the advantage that whenever
a problem might occur, the X-15 pilot would have a lakebed available for an emergency
landing. Despite such a wide range of landing options, however, in-flight problems still
constituted emergency circumstances.

The most serious landing accident involved NASA pilot John B. “Jack” McKay on
November 9, 1962, in X-15 #2. After launch, the engine produced only 35 percent thrust
at full throttle. McKay shut down the engine and jettisoned fuel in preparation for landing
on Mud Lake. As he was about to touch down the flaps failed to extend, resulting in a
high-speed landing. This proved too much for the left landing skid, which collapsed. The
left stabilator and left wingtip dug into the lakebed surface and the X-15 began to turn
sideways. McKay realized that the aircraft was about to flip over and jettisoned the canopy
so he could get out once the X-15 stopped. McKay suffered several crushed vertebrae,
leaving him an inch shorter in height. The X-15 #2 was badly damaged by the rollover.
McKay returned to flight status and made 22 more X-15 flights, though the injuries he
suffered in the crash landing eventually forced him to retire. X-15 #2 was rebuilt as the
X-15A-2, which was intended to be used to reach Mach 8 and test a scramjet engine.

McKay’s hard landing was the exception. Other emergency landings on the downrange
lakebeds resulted, at most, in only minor damage to the X-15. The biggest challenge was
returning the X-15 to Edwards. The aircraft had to be partially disassembled, loaded onto
a large flatbed truck, and driven across Nevada and California to Edwards. Like the Mach
6 flights, these road trips could be adventures.

SPARKS: Whenever X-15 landed up in Nevada, it would be my job to get it back. Clyde
and I’d go up there and finally get it loaded onto a flatbed and haul it back. One time,
we had come down through Death Valley in the middle of the afternoon. Some of the
escort cars were running out of fuel, so we stopped at Death Valley Junction. 1 told the
guys, ‘Go on in and have a cold one, and I’ll put gas in all the vehicles out here.” So a
big black Cadillac pulls up. The guy jumps out, raises the hood and--he’s got a suit coat
on—and starts taking the radiator cap off. The service station man yells at him, ‘Don’t

do that! Don’t do it!” So the guy turns around and looks at him and still takes it off. That
rusty anti-freeze went all over him and his black car. I think he was burnt pretty bad, but
I didn’t get to stay around there. I got gassed up and got back on the road. Those were
hard times. This tractor truck that we used couldn’t make it over the mountains without
overheating, so we put a 15-gallon barrel behind the cab, filled it with water, put a pump
in it, and sprayed water over the radiator,
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The X-15 wing
following the
accident. A large
scrape is visible
through the letter
‘F.’ Score: X-15, 1,
camper, 0.
(E-15346)

BAILEY: [One time] Sparky and I were bringing the X-15 back from Mud Lake. That
was one of our emergency landing sites. We’re coming back [with a] 40-foot flatbed and
the X-15 on top of it. I'm riding in the back in another vehicle with radio control so I can
talk to Sparky and the guy up ahead. This car was barreling along, headed in our direction.
I’'m off on the left-hand side of the road to stop this individual, but it wouldn’t stop. It was
a camper and went underneath the wing of the X-15-s0 it sliced the top off the camper.
And this guy went on into Tonopah. Well, we waited for awhile on the side of the road
and pretty soon, the Highway Patrol came out there

SPARKS: They arrested me.

BAILEY: They said, “You hit another automobile~you hit an automobile with a camper.’
These people didn’t come back, just the cops. So we told them we Wwere government,
"~ lusthe information; we’ll take care of it.” So, about two or
days later, I got a call from these people in New Jersey. What
appened — they had rented this unit over in L.A. at the U-
It, and they went camping and so forth. The woman was driv-
nd she drove under the wing of the thing. And this [the wing]
nconel X; there was no way you could damage this thing. The
aid, ‘My wife was driving.” He said, ‘Do you realize that you
to our camper? It took the whole roof off.” He said, ‘What
'u going to do about it?’ I said, ‘Well, I'll tell you what. You
o a $70 million dollar airplane.” He said, ‘That’s okay. That’s
And he hung up. That was the end of the conversation.
'ky and I were cruising along—we tried to stay on government
like go through Death Valley and government reservations,
forth-and we’re cruising along about 70 miles an hour with
plane on the back of this thing. All of a sudden, this F-104
over the top of the hill right across us, barrels on around. Joe
Walker [radios us and] says, “How fast are you guys going?’ I said, ‘I don’t know. We’re

probably cruising 50.” [Walker responded] ‘Like hell you are! You’re doing 70 miles an
hour.”

SPARKS: We were bringing the X-15 back from being overhauled out at North American
[Aviation, in Downey, California). At that time the [14] freeway was partially in but, of
course, we couldn’t go on the freeway; we had a wide load. So they [the California High-
way Patrol] ran us up the old Highway 99 to cut across, and we came in over at Frazier
Park. We stopped and had coffee at F razier Park, and the California highway patrolman
came over, and he says, ‘Can you drive a little faster?’ He says, ‘I’m supposed to be off
duty, but I got another appointment.” I said, ‘Well, T was thinking about doing 70, maybe
80.” And he said, ‘Well, you just put it down on your pad; I'll stay in front of you.’ Well,
we came in Highway 138 and one of the Southern California Edison people recognized
us. He knew I was probably involved, and he came over and talked to me that night about
it. He said, ‘God! You guys were moving!” We had a big, old diesel we borrowed from the
Air Force, and that thing really wanted to get hot and going.

BAILEY: We stayed at some pretty fancy-type places. We stayed at a hotel in To-
nopah. It was three or four stories high. The emergency escape system, if you had a
fire, was the center of every floor was cut out about six feet in each direction, and it
had a 2x8 [inch board] laid across the rails on both sides and a rope. So if the place
caught on fire, you crawled out on the 2x8, grabbed the rope—it had knots in it 80 you
wouldn’t slip-and let yourself down to the first floor. Talk about unclean conditions.
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[Tom] Raczkowski and I were sitting, having dinner there one day, and this great big,
mangy dog comes out from the kitchen, comes right on over, and as Radz and | were

watching, watered Radz’s leg.

From Mud Lake to
Edwards is Long Hop

Take one powerless X-15, a host of reco
personnel and equipment, a 335-mile. trek ac
some of Nevada and california‘'s most histor
terrain, and you have an interesting account
the problems involved in bringing back the
when the engine fails to operate.

Lask week, for the first time since the
ject began almost three years ago, the X-15's
gine malfunctioned after launch and the pi

Mud Lake, near Tonopah, Nev.

Fortunately, this possibility had been
seen by project officials, and an emergency
was waiting on Mud Lake. However, there s
remained the problem of getting the X-15 bac
Edwards.

Necessary recovery equipment was flown

after the emergency landing, the caravan wa
its way back, traveling down Highway 95 to Be
then through Stovepipe Wells, Emigrant Gap, T
and Johannesburg.

Since the California Highway Patrol dec
the X-15 couldn't travel after R p.m., the
spent the night in Trona, _arriving at Edward
Saturday before noon, apparently none the w
for wear.

article.
Petersen? He was back at Edwards in an

sion in the X=-15 since he is due to repor

Pete Petersen, set the research vehicle down on

the scene and a crane was - brought from nearby
Nellis AFB, Friday morning, a day and a half

NASA photographer Gene Childress accompanied
the caravan, recording the photographs with this

Force C-130 shortly after the landing, Inciden-
tally, this was scheduled to be Pete's last mis-

Miramar Naval Air Station in San Diego next month.

However, there is a possibility he may get a sec=
(Cont. page 4)
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?nd chance, provided the No, 1 X-15 can be read-
ied for flight prior to Feb. 1.

Personnel associated with the X-15 project
thr?w a §tag party for Petersen in Rosamond fol-
lo?lng his i "record" three-minute flight. As a
going-away gesture, he was presented with a movie
camera, projector and screen.

Return of an X-15
from Mud Lake.
(E-7814)
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resulted was the Lunar Landing Research Vehicle (LLRV), an assembfage of pipes,
rockets, and a jet engine that was less like an airplane than a flying steam calliope.
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NACA 33 - Edwards Rocket Base 1 (two innings)
In a game that saw 26 men go to bat in the
first inning--the firet 13 men scoring--end
17 men in the second inning as the boys really
teed-off on some slow-ball pitchers, the NACA
wrapped this one up in a hurry. By mutual
agreement, the game was called and forfeited
after an hour and a half. The same team
that had lost only k-1 to‘North American two
days earlier just couldn't find the stopper
as the NACA pounded out same 26 hits, includ
ing a number of homers and triples. :
North American 9 - NACA 8
-—In -a-good,-close ball geme-~the lead was
either tied or exchanged six times--that was
highlighted by a top-of~-the-seventh NACA two-
run rally, meking the score 8-T, the RACA
lost its second game of the season as NAA
scored 2 runs in the last of the seventh to
win 9-8. Bryant, Holleman, Musick, and Pen- H
gllley, along with others, did well at the LLRV E Jection Seaqt

plate. Bi1l Furr, the losing pitcher, was U
relieved by Jim Newman in the seventh. ndergoes Tesfing

SIDELIGHTS: . Leading extra-base slugger so Leaping up i i
P in the air from g
far is Bryant with 3 hamers, 1 triple, and 5 cloud of smoke and belching fire

doubles in 18 times at bat. .
- out of its seat, ‘a human-sized

rfiumrny was Catapulted up last week
in a demséxn tion of an ejection-
. seat system. Built by Weher Ajr-
craft Corporation, the "ejection
seat will be used in the Lunar
Landing Research Vehicle that
will be deliV&red. to the Center this

spring,
The .c;l,gmons‘tration dramatically
showed th_ Ze, speed-zero alti-
capability of -$ystem.
From a Statiopary tp::i.si/tfion on the
ground, 1] dgm_rri? “was lifted to a
J h ialtitude that “brabled
}_}1m to sepf;'a;s f;:gm the ‘sehtiand
WA T s e o £ Smener, [ S0 PSR o otn il
vicinity of 3rd Street East and dended slowly to the

veme ¥ (mamrack Tty Gomace [ §rowa.
Paul Werve, ext. W12l ‘The wHhole time sequence Wwjis
Tess thania minute. . o
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Bell Studying Simulator

Results are expected next week from Bell-
Aircraft Corp. concerning the design and de-
velopment of a lunar landing simulator to be
used in conjunction with Project Apollo.

FRC recently awarded Bell a $50,000 study
contract to submit a proposal for such a simu-
lator, Results of the study will be incorpora-
ted in a proposal being prepared by Hubert M.
Drake, Advanced Projects Office, which will be
presented to NASA Headquarters and Manned
Spacecraft Center next week.

Donald R. Bellman, head of the project,
Lloyd J. Walsh, contracting officer, and Gene
Matranga, aerospace technologist, recently re-
turned from the Bell Corporation in Buffs
N.Y, where they discussed the contract and .
sign concepts for the simulator.
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in the Spring of 1964,

Lunar Research Vehicle

Engine Tests In Progress

A CF700 turbofan engine has
begun a series of vertical test runs
at the General Electric plant in
Lynn, Massachusetts in prepara-
tion to being installed in NASA's
Lunar Landing Research Vehicle
with minor modifications, this is a
basic J85 turbojet engine that de-
livers slightly over 4, 000 pounds of
take -off thrust.

The engine will be delivered to
the Bell Aerosystems Company
who is prime contractor on the
Lunar Landing Research Vehicle.
This engine will be used to provide
vertical lift equal to five-sixths of
the vehicle's gross weight., By
counteracting the portion of the
earth's gravity represented by
weight, a comparable effect of the
moon's gravity can be simulated,

The lift for the remaining por-
tion of weight will be provided by
small rocket engines, similar to
those employed on the X-15. These
will be pilot controlled. '

Delivery of the vehicle to the
Flight Research Center is expected
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VILLKE e otner studies, Drake and Carman looked not only at an initial research air-
craft, but also at a complete five-phase hypersonic research program that would lead to
development of a winged orbital spacecraft. One concept they envisioned was of a large
launch aircraft powered by five large rocket engines. Carried on the launch aircraft’s
back would be a smaller research aircraft with five smaller rockets. The combination
would take off and climb to the planned launch speed and altitude. The smaller vehicle
would be released to conduct its research mission.

Their report was submitted to NACA Headquarters in August of 1953. Dr. Hugh L.
Dryden, the NACA director, and Gus Crowley, one of his deputies, rejected the propos-
al as too futuristic. In retrospect, the concept was beyond both the technological state
of the art and the political realities of the time. But their concept of a two-stage winged
vehicle would continue to influence ideas about reusable space vehicles. Years later, the
shuttle concepts of the late 1960s and early 1970s would be very similar to the vehicle

63



Don Bellman
(right) was the
LLRV program
manager. Bellman,
Ken Levin of Bell
Aerosystems
(center), and Flight
Research Center
Director Paul Bikle
examine an early-
concept model of
the ungainly craft.
(E-8679)

that Drake and Carman had imagined nearly two decades before. Their idea of a multi-
phase effort to achieve piloted orbital flight reflected the conventional wisdom of the
time, which held that spaceflight would be an extension of aviation.

This perspective was reflected in the “round 1, 2, and 3” program concept. Round 1
was the X-1, D-558-11, and X-2 research airplanes, the X-15 would be Round 2, car-
rying a pilot to the edge of space, while the Round 3 X-20 Dyna-Soar would achieve
orbital flight. Inherent in this approach was the implication that human spaceflight was
a distant possibility, and in such a scenario it would take a great deal of time to develop,
test, and fly each vehicle and repeat the process for the next step toward space.

The process by which humans became a space-faring civilization, however, turned
out very differently, both in terms of technology and in the time frame required for
success. Small, simple capsules became the vehicles that first took humans into space,
launched using converted ballistic missiles. The time frame would not be one of de-
cades, but rather of only a few years. The launch of the Soviet satellite Sputnik 1 in Oc-
tober 1957, followed by the orbiting of cosmonaut Maj. Yuri Gagarin in the first piloted
spacecraft, Vostok 1, in 1961, accelerated the process. Faced with the Soviet Union’s
lead in space, and the resulting political climate in the United States, President John F.
Kennedy decided that America would have to directly challenge the Soviets in space.
He chose a goal of landing a man on the moon within the decade of the 1960s.

Well before Kennedy announced the lunar goal, however, it had been apparent to
many within NASA and the aerospace industry that the moon would be the next logi-
cal goal for the space program. The initial funding request for Apollo had been made in
1960, with a lunar landing as the program’s eventual goal. This was a year before any
human had gone into space.

How to put a man on the moon was also an open issue. A preferred approach was first
to build a space station, which would house an assembly crew. The crew would build
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the landing spacecraft in Earth orbit and the completed spacecraft would be launched
on a direct flight to the moon. A variation to this approach would be to launch several
rockets carrying the spacecraft and fuel into Earth orbit. These would dock in orbit, the
fuel would be pumped into the landing spacecraft’s empty tanks, and then it would be
launched directly to the moon. The other approach was to avoid orbital assembly, and
build a huge rocket that would fly directly from the Earth to a lunar landing. In the end,
none of these methods were used.

Instead, a single launch of a Saturn V booster carrying two specialized spacecraft
was used for Apollo. The Command and Service Module carried the crew to and from
the moon, while the Lunar Module made the actual lunar landing. This division allowed
the spacecraft to be optimized for specific roles. The alternative was to build a single
spacecraft for multiple roles, which posed many problems from engineering and opera-
tional viewpoints.

As the 1960s were beginning, none of this was clear. It was, however, clear that
numerous skills, such as rendezvous and docking of two spacecraft, had to be mastered
before a man could go to the moon. The most basic of the challenges was how to make
the landing itself. In the following interview with Dr. Hunley, Drake discussed his role
in meeting those challenges.

A: [The 1960s], of course, was a period when all sorts of exciting things were going on.
We were concerned about the starting of the Apollo program. The X-15 was operating.
There were several meetings in the middle of the year, just from some of the work of
one group that I was on the ad hoc group for manned lunar landing by rendezvous tech-
niques. It was the one that ended up recommending the lunar orbit rendezvous [meth-
od]. But preliminary to this, we had done some work on rendezvous.... In looking at
the outset, [in] the early ‘60s, we didn’t really know whether the big mission was going
to be a space station or lunar [landing] or whatever. And looking over these, rendezvous
was a big problem area that we could expect for any mission, so [we had] an outline of
what we thought the Flight Research Center could do in the various parts of the lunar
mission from the boost phase, parts of which we could almost simulate with the X-15—
pilot control, and zero g. X-15 tests could address concerns about re entry, low L/D [lift
over drag] vehicles, that sort of thing. We went through all of these and had proposals
for work on all of them.

Well, [Chester] Wolowicz, [Ed] Videan, and | had done some simulation of the ren-
dezvous problem in late 1959, 1 think, or early 1960. It was recorded in a TM [technical
memorandum]. So we were looking at various things, and one rather idiotic proposal
that I put together was a ground simulation of orbital rendezvous problems using a
ground effect machine out on the lakebed. Do it at night when you had nothing for ref-
erence except lights and stars. It was fine, it would be a pretty reasonable cost—except
there was always too much dust.

When the lunar program was chosen, it was obvious we hadn’t thought too much
about takeoff and landing of the vehicle on the Moon, and it was of interest because
of being in a totally different environment in terms of gravity. So it was more or less
logical to think of some way of simulation in flight. Being a flight-test center, we didn’t
consider anything else but to simulate it in flight. I looked at it that, at first, maybe we’d
need two or three jet engines supporting the vehicle. My initial thought was we would
take a complete mock-up of whatever they were going to land on the Moon and use
that. A few back-of-the-envelope calculations indicated no way were we going to be
able to do that. The estimated weight was somewhere in the order of 12,000 pounds or
so. To get that kind of thrust and the kind of control that you would need would require
several engines. The more engines you had, the more chance of failure, and you were
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supporting yourself with the engines.

At any rate, what evolved in my mind was to reduce this to one engine and down
around the 2,000- or 3,000-pound weight; we could get the pilot and give him the expe-
rience, which is what we really wanted to do. We felt that the pilot would fly this thing.
So I guess it was probably around the end of 1960 we got into actually my talking with
various people like Milt Thompson about whether it could be done. We decided this was
something that maybe the [Flight Research] Center should get behind and push. By that
time everybody was getting cranked up on Apollo, and [the program] had the promise
of having some multiple applications. ...this was where we actually formed a group.
And they made the preliminary results of the study, basically what I had been doing
before. Now, at this time period I was not there. I was back east in this ad hoc group
of lunar landing rendezvous study. I was there from the first part of June [1961] until
sometime in July.

This really cranked up a lot of interest in the whole problem both of rendezvous and
the lunar landing. And initially they said, ‘Well, come back a year from now; we’ll talk
about it.’ But after about two or three months there was a lot of interest. Langley had
their big facility that they were using as a simulator and the pilots thought it might serve
engineering purposes, but it certainly didn’t give them the simulation that they wanted.
Initially, I wasn’t enthusiastic enough about it to actually put anything in writing. I don’t
think [there were] any descriptions of the simulator until we got to the point where we
had convinced our own management that it could be a viable program.

The big excitement of that time, in 1960 and early 1961, was in rendezvous, because
they had not decided how the mission was going to be done. 1 kid around that they
didn’t know whether they were going to the Moon by train or by truck. In our study we
looked at this rendezvous where you’d fire off a half dozen big rockets and assemble
something in orbit and then go to the Moon and land on the Moon and take off on the
Moon and come back. One of them, the lunar orbit rendezvous, which was the one that
was ultimately chosen, was not initially favored. It came out third after Earth rendez-
vous and direct ascent rendezvous, but cooler heads finally prevailed.

When we were looking at this, the idea [was] getting off six of these great big rock-
ets—not the size of the Saturn V, but the size of the Saturn I-in a short length of time.
They were lined up like telephone booths on the launch pad. Well, now we can’t even
predict when the Shuttle will go off within a day or so; how could we count on getting
six of them off and then rendezvous and assemble?

We were much more in favor of hooking up two small pieces that come up together;
you have one thing to do. Anyway, that was the subject of a lot of study before they
finally chose the procedure they did. I think everything was going on at the same time.
They were doing decisions on Apollo. They were doing decisions on which simulator to
use, which companies. We were flying the X-15 at the same time. So that loaded us up.
And, of course, in 1961, the Russians were orbiting their Gagarin flight. Well, of course,
they filed for a record. The FAI-the Fédération Aéronautique Internationale—certifies
records; their regulations and rules didn’t have anything to cover this.

So they had a big meeting in Washington. I attended it, and I think [Wendell] Stillwell
was with me, to review the FAI certification process. Well, they put together a tenta-
tive group of regulations, and the Russian flight didn’t satisfy any of them, or very few.
They wanted to certify one orbit. He hadn’t completed an orbit because he landed short
of the takeoff point. The requirements were that they couldn’t throw away any of the
airplane or the vehicle. You had to land in the vehicle. He didn’t land in the vehicle;

he parachuted. They had to give a complete description of the vehicle. They didn’t say
anything. So it’s right in the middle of all of the rest of the stuff that’s going on, just
another thing.

We didn’t have any feeling of being overworked because it was one of the cases of—
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well, it’s like when the X-1 went supersonic. You couldn’t wait to get to work, work
all day, take stuff home, and work on it at home. I don’t see that enthusiasm much
today. I guess fellows down at the flight [line] are probably closest to it, but it was a
great time,

Q: And you were conceiving the Lunar Landing Research Vehicle as a simulator; is that
correct?

A: Yeah. And this was after the basic approach that we were interested in had been
chosen. This was the first time we were willing to commit to it in a drawing. It didn’t
come out anything like that. See, this was January of ‘62, and that was well after. It was
well after most of the discussion here, January ‘62. We were just ready to talk to Bell
on that. The work statement from Bell was sometime in March of that year. The general
idea was right, but it got more practical.

Nobody knew what the thing was ultimately going to look like. This is the final
vehicle. This is a little bit more complex. But the considerations of practicality made
the thing considerably more complicated. For example, on our initial sketch we just
assigned weights in making the analysis to come up with approximate size. Here, they
have to consider the actual thing and balance the vehicle. We avoided all that by putting
everything right in the center.

Q: The original drawing was much more elegant looking than the ultimate “flying bed-
stead.”

A:Right. And it’s the same way, any time you do it on the back of an envelope; you can
put boxes in for various things, a simple thing like the ejection seat, but it had to save
the pilot even if the thing was upside down and 30 feet off the ground. These kinds of
specifications led to an extremely complex system.

Q: Now, the process you’ve been describing makes it seem like it’s accurate to say that
this program for the Lunar Landing Research Vehicle did originate there at Dryden—

A: I'should qualify that. Like any idea, people that are involved get the same idea
around the same time everywhere. The problem was there and the need to attack it, but
it was not evident until the decision was made that we were going to go ahead and do
this. Everybody has something to do, everybody’s busy. So you don’t do unnecessary
things until you can see a need that has to be fulfilled. And, of course, we can make
studies, do them on our own time and all that sort of thing. But if it’s something that
involves hardware, then you have to have an ultimate mission in mind or it has to be so
inexpensive that you can virtually do it on your own time.

The initial reaction control handling quality was done that way [in the late 1950s].
We built an Iron Cross in the hangar. This took, maybe, a hundred hours and some
effort in the shops to build the thing. But we could see a need for it because the X-15
was coming and [so was] the F-104 reaction control airplane. So we did have some
justification, but not enough justification to build a whole vehicle for that. Actually, the
X-15, F-104, and so forth were the research vehicles that could and actually did lead
to some investigations of handling qualities for the space vehicles. But I would say I
would have been surprised if the same thing had not occurred to other people at about
the same time.

Q: Well, in fact, aerospace historian Dick Hallion, in a book on Dryden, mentioned a
Dr. A.A. Griffith [in England] who had a “flying bedstead” earlier than this.
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A: Yes. That was one that was a VTOL [vertical take off and landing aircraft]. We
were looking at it from a standpoint of handling qualities and, yes, the things that I
guess you’d say characterize this as opposed to Griffith’s bedstead were that this was
designed to simulate landings under a one-sixth-g situation, comparable to the Moon.
Griffith’s vehicle was designed for takeoff and landing in a 1 g field and there was no
intent to simulate another environment than that. I didn’t even think of his thing when
we were working on the LLRV. But of course VTOLs were flying. There were many
of them that had flown in that time period. So we didn’t look on the VTOL part of the
thing as a particular problem. We knew we could do it. We were more interested in,
really, the development of handling quality under this one-sixth-g situation. I don’t
know that this would be a make-or-break problem. I think the landing on the Moon
would have been done even if we hadn’t built the simulator. I think having the simu-
lator, however, gave the pilots a lot more confidence, and probably—may well have
given them a better combination of control authority and so forth than they would
have had without it.

Q: That’s certainly what Neil Armstrong indicated. Now, how much of the actual design
came from Bell and how much was conceived by the Dryden engineers?

A: I think virtually all of the practical design was Bell’s. If you look at the progress
reports, you’ll get a good feel for that. I haven’t gone through them recently but as I
recall, there were redesigns. The initial engine was changed. They started out with the

J 85 [engine]. Then they went to the CF 700, which was a fan version of the J 85. That
introduced additional side forces, things like that. And it was the same way for the X-
15 and for the lifting body. To my way of thinking anyway, the ideal function of NASA
would be to set up the requirements: “What is this thing gonna do?” "How much power
should it have?” Electrical power, for example—that kind of thing—and then leave the
contractor alone. If he has problems, he can discuss them with NASA. For example,
you can’t, in the initial setting up of the specifications, anticipate everything, but when
problems come up, the contractor has suggestions and they should be considered be-
cause he has probably a lot more hands-on experience with the hardware. Questions that
are in the research area, NASA would be the one that should specify-that should do the
recommendation and possibly even design the instrumentation, so there wasn’t anybody
any better and this sort of thing. But in terms of the actual flight hardware, it had to be
the manufacturer, because if you aren’t doing it, actually doing it hands-on, you don’t
know the problem, and you’re liable to make a decision that could produce a dangerous
situation.

Q: In regard [to] the electronic fly-by-wire system that was used on the Lunar Landing
Research Vehicle—was that something that was designed specifically for this vehicle, or
was it more or less off the shelf?

A: I can’t answer. I don’t recall. I would think that they went to a modification of an
off the shelf piece of equipment, but I don’t know. I would be surprised if there were
not an off the shelf piece of equipment that would work over the extremely low speed
flight range that we were working, but I can’t remember. See, when they were working
with the contractor, I was no longer involved in it except peripherally. Don Bellman
was managing the program, I recall, and these questions will all come up with him. My
involvement was relatively small. I got the progress reports, so I knew generally what
was going on, but I didn’t participate in the actual program or its progress.

Q: I understand that Wayne Ottinger was the rep at the Bell plant for NASA, and he
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probably will remember a lot of the people who were involved in the later detail design.

A: The people that were involved from the Flight Research Center were primarily the
operational people. The vehicle has no aerodynamics. It had no load problems. If it’s
gonna hit the ground, it’s gonna either hit it gradually enough for a normal landing or
it’s going to hit so hard that it breaks; and by that time the pilot is long gone; he’s not
going to go down with it. So basically, it was an operations project.

Q: Of course, we did lose one of the Lunar Landing Research Vehicles with Neil Arm-
strong as pilot and two of the Lunar Landing Training Vehicles [LLTV].

A: Interesting, because on the basis of number of flights per vehicle and so forth [the
LLRV/LLTV] was probably the most dangerous vehicle we operated. I’d say the para-
gliders were the most crash prone, but they crashed so slowly that nobody got hurt. But
from the number of flights that were made and the vehicles lost—this was a very difficult
vehicle to design for its survival. You worried more about the survival of the crew.

Q: We lost three out of five. No one was [killed].

A: 1 did a survey when we were just planning the X-15. We had a big argument with
Kelly Johnson in the aerodynamics committee because his view was that flying the
X-15 mission with an unmanned vehicle would be less expensive, safer, and you’d get
more information. We had a big roundtable argument on that. Then in the course of that
period of time I did surveys on the record from some of these missiles—the Regulus
I'and Regulus IT; Lockheed’s X-7, for example—that were being held up as examples

NASA research
pilot Joe Walker
during an early
LLRYV flight. At this
time, the vehicle
had side panels,
which protected the
pilot from hydrogen
peroxide droplets.
(ECN-453)
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The LLRV later in
the test program.
By this stage,

the cockpit
configuration had
been altered to
provide better
simulation of the
view from the Lunar
Module. Testing
with this model was
conducted at South
Base, site of the
original NACA unit.
In the background
areaB-47 and a
B-52.

(ECN-1582)

of the kind of thing you’d be in competition with. The Regulus had something like

250 flights, total, experience with the vehicle. The maximum flights with one vehicle
were something like 10—relying on memory now—and the average was three flights

per vehicle. The minimum was zero. And they used 150 vehicles to get 250 flights. Of
course, they had some left over. And the X-7, Kelly Johnson’s pride and joy, had a bet-
ter record, but it was limited—still a very limited program, something like 14 vehicles or
something like that. I don’t remember. And none of these covered things like piloting
problems, stability and control as it relates to the pilot. So we went through those sorts
of things. But even those missiles had better records than the LLRV. So it was basically
a very risky vehicle.

Q: 1 think I mentioned that Neil Armstrong said he was never comfortable flying it, but
he was certainly glad he had.

A: I think that was one of its virtues, because you didn’t relax, and of course, the flight
period that the vehicle was simulating was a very limited time, and you wanted to be
completely keyed up for that two or-three minute period. I mean, you were fortunate it
wasn’t going to be three hours doing this landing, only two or three minutes.

Q: You mentioned at the beginning of the interview that you had talked with Milt
Thompson about the basic idea.

A: Actually, I talked with all the pilots, because the pilot in a vehicle like this, to us, was
the important part; and next to him came the things that were going to save him, like the
ejection seat and stability augmentation and so forth. And we wanted any inputs that we
could get from them. The pilots were closely involved in everything that we did rela-
tive to the lunar mission or to any of the spaceflight missions. Early in the spaceflight
program, even before the lunar mission was selected as a mission, we had gotten the
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pilots involved in a program with the Navy, considering how well they could control
launch vehicles under the high accelerations. And I think, Ed [Videan] and [Joe] Walker
and [Milt] Thompson were the main movers in that program. My only input was to
design the launch accelerations, what they would actually program into the centrifuge.
We found the pilots could fly it fine. We couldn’t convince anybody to let them fly the
Saturn V, but the acceleration was not a limitation.

Q: Of course, it [the acceleration] did limit arm movements and that sort of thing.

A: Yes, but you design equipment for that; as a matter of fact, that’s what stimulated it
first. We had the X-15 coming along and it had something like 4 g capability, horizon-
tally. So there was concern about whether the pilot could control it or not with normal
controls, so we were going to design a hand controller for the X-15. So that problem
led us to doing simulations in the centrifuge, which resulted in the side-arm control for
the X-15.

Q: Now, this period you’re talking about in the centrifuge would have been what,
around 1960 or the same time we’re talking about for the——

A: Earlier than that. I don’t recall. I don’t know whether there was a technical note put
out or a report at a conference.

Q: Let me ask you a different kind of a question. You mentioned earlier that in the
process of talking about this project you finally convinced the management at the Flight
Research Center to support this program. How did that come about? Was it by talking
with the center director or—

A: It was more a matter of-when we initially started, the decision had not been made. ..
about the rendezvous. We knew that any major mission that was proposed would in-
volve the rendezvous. So that was the first thing; everybody thought, well, what can we
do in that. We ran static simulations using displays and so forth. Then the choice of the
lunar mission, of course-well, we had the question of what are the various problem ar-
eas of that. And we had already looked at the acceleration and takeoff in the centrifuge.
We had done enough work with the rendezvous to know it was not a handling problem
so much as it was a mechanical problem. Everything was going to be done so slowly; if
it’s wrong, you can back off and try again, back off a little bit and try again. It was not a
problem working on it.

But now this new thing was the lunar landing and takeoff. Takeoff didn’t bother us
any because it was just a small acceleration compared to what we had been talking
about before. So the only thing was the landing itself-what is lacking in the landing?
Well, practice is one thing. And so I would hesitate to say it was a matter of convinc-
ing our management, this sort of discussion about, ‘Well, what can we put together that
would do this?” Well, discussion came after I had done some thinking about it and came
in with the idea of what we could do. It didn’t take much convincing. Paul was, ‘Well,
can you do it?” It was that sort of thing.

Q: That’s Paul Bikle you’re talking about.

A: Yeah. I forget the time period when we flew the [M2-F1] lightweight lifting body,
but it was in there somewhere. That was one example also of something that could be
done relatively easily and inexpensively. Well, initially, we thought this might be easy

and inexpensive, but then when we dug into it a little bit, even to the extent of this first
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sketching out, we could see it was going to be a couple million dollars, at least, and a
much more risky thing than the lifting body program.

Q: It was interesting with the M2-F1 that Tommy Toll [chief of the Research Division at
the Flight Research Center] was okay with the Pontiac tows [of the M2-F1], but when
they proposed towing it behind the Gooney Bird [the R4D aircraft], he opposed it.

A: It’s a matter of what you’re accustomed to. Tommy came out of the wind tunnels.
He’s familiar with automobiles and gliders. He wasn’t really an airplane guy. So to the
airplane people, towing the [M2-F1] lifting body is fine. I remember we had just moved
to the new facility [built in 1954] and they hadn’t connected us with the main runway
yet. The lake was wet, and the R4D was supposed to take us to a conference. It was in
the hangar. So they off loaded everything, real lightweight. I think they started it up at
the hangar and took off right from the apron and then landed at the [Edwards] Main
Base. So the ability to tow the [M2-F1] with the R4D was not a major decision on the
part of the operations people. They had no question—*Go ahead and do it.” I always
thought that the auto tow was much more logical. Automobiles were right up at the top
of its performance to get that thing off the ground.

Never the most
graceful of

flying machines,
the LLRV was
nonethelss a critical
tool in training the
crews of the Apollo
missions.
(ECN-453)
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Tepeated on a regular basis for nearly a decade. The aerodynamic, structural, and
heating data produced by the X-15 research flights would serve as important guides
in designing the type of reusable spacecraft envisioned by the nation’s aerospace
leaders. The technological challenges of building such a spacecraft, however, were
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not to be underestimated. The X-15 had a top speed of Mach 6; an orbital re-entry took
place at a maximum speed of Mach 25 to 28. The Inconel X® skin of the X-15 would not
survive the re-entry heating of an orbital flight, incredibly resilient though it was. New
materials would have to be developed. A much more capable flight control system than
that of the X-15s also was needed. The aerodynamics and thermodynamics of orbital re-
entry were unknowns as well. The X-15 had experienced heating problems that shattered
windshields and caused skin to buckle. The most serious problem occurred during the
X-15A-2’s Mach 6.7 flight, when excessive heating burned through its steel skin, nearly
causing the aircraft to be lost. While the X-15 experience could serve as a guide, a much
better understanding of hypersonic aerodynamics and related phenomena was needed.

Even before the launch of Sputnik, ideas were being formulated for how such are-
usable vehicle might be built. The X-20 Dyna-Soar was a delta-wing vehicle that would
skip on the atmosphere during re-entry, like a stone skipping on the water of a lake. In
terms of design, the Dyna-Soar represented a traditional aircraft approach. A very dif-
ferent type of vehicle began to attract attention at both the Ames and Langley research
centers. The concept for it grew out of wind-tunnel tests of the high-speed aerodynamics
of cone-shaped warheads. Researchers discovered that a warhead at a small angle of at-
tack would generate a small amount of lift.

Different approaches were taken to transforming this concept into an operational ve-
hicle. At Ames, the cone was cut in half, giving it a flat top. A flattened aft fuselage was
added to the original half cone. Vertical fins and other control surfaces were added so it
could be flown. These Ames designs included the M-1L and the M-2. (The “M” stood for
“manned.”’) The M-1L bore a cone shape with an inflatable boat tail that increased its lift-
over-drag ratio (L/D) for landing. The M-2 also had a half-cone shape, but was much less
bulky. Due to its large fins, the M-2 also was referred to as the “Cadillac.” At Langley,
researchers were considering a lenticular vehicle, which had a disk—shaped fuselage, fins,
and horizontal stabilizers.

These so-called “lifting body” concepts produced lift through airflow over the vehicle’s

An artist’'s concept
of the three original
lifting bodies. From
left are the M-2,
the M-1L, and the
lenticular vehicle.
(EC62-0175)
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From left, Richard
C. Edredge, Dale
Reed, James O.
Newman and Bob
McDonald with
several of Reed’s
research models.
Throughout his
years at Dryden,
Reed made
extensive use of
model aircraft to
test new concepts.

This began with the

early lifting bodies
and continued on
through the X-33
and X-38 vehicles.
(ECN-2059)

body rather than over wings. This absence of wings was seen as an advantage, as it re-
sulted in a shape more suitable to withstanding the heat of re-entry. Lifting bodies would
re-enter at a high angle of attack, allowing the crafts’ underside to take the brunt of the
heating. Once the vehicle had slowed, it would nose over and make a steep descent, like
the X-15, and land on the lakebed. Due to the lifting bodies’ higher drag, the amount of
lift the initial vehicle designs could produce was lower than that of the X-15. This made
piloting more difficult. The X-15’s L/D was 4.5. This meant that it would fly 4.5 feet
forward for every foot of altitude lost, and was considered low for an aircraft. In contrast,
the M2-F1 lifting body had an L/D of only 2.8

The first step in lifting-body development was simply proving such a vehicle to be
capable of low-speed flight. In the early 1960s, the idea of an airplane without wings
received much the same reception from engineers as an airplane with a jet endinge
had in the early 1940s. Air Force engineers had focused all their attention on winged
re-entry vehicles, like the Dyna-Soar, viewing lifting bodies as susceptible to control
difficulties. The question became one of how to prove a concept that few accepted as
actually practical.

Dryden engineer R. Dale Reed was among the few who believed that lifting bodies
constituted viable space vehicles. A radio-controlled model airplane enthusiast, Reed saw
free-flight tests of a model lifting body as a means of selling the feasibility of the con-
cept to center officials. He began with small, paper lifting-body models flown down the
hallways of the Flight Research Center headquarters building. Despite questioning looks
by other engineers, Reed was encouraged by these early flights of the paper models and
built a balsa wood free-flight model of the M-2 shape. Launching the model by hand, he
found that it had good stability. To increase its flight time, Reed launched the model from
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Inside the “Wright
Bicycle Shop,”

from left, Grierson
Hamilton, Bob
Green, and Ed
Browne work on the
M2-F1 fin.
(E94-042509-13)

the roof of the three-story headquarters building. The final step was to tow the M-2 model
aloft with a large radio-controlled model airplane, cut it loose with a timer and let the lift-
ing body glide to a landing. Reed’s wife, Donna, filmed the flights with a movie camera.

Slowly, interest at the FRC began to build among other engineers. Dick Eldredge
joined the effort, and worked with Reed to map out a low-cost piloted lifting-body flight
program. Their plan was to build wood or fibreglass shells of the M-1L, M-2, and len-
ticular shapes, which could be attached to a common steel-tube internal framework. This
was a larger-scale extension of Reed’s model tests. These would also be proof-of-concept
vehicles, meant to test the stability of a lifting body at low speeds and during landing.
The vehicles would not have the refinements needed for a vehicle operating at transonic
or supersonic speeds. Instead, they would be initially towed aloft behind a high-powered
vehicle. Once the vehicles’ landing stability was proven, they would be towed to higher
altitudes and speeds with the FRC’s C-47.

To gain the support of center managers, Reed felt one of the NASA research pilots
should be involved with the project. He and Eldredge approached Milton O. “Milt”
Thompson, who was assigned to both the X-20 Dyna-Soar and the X-15 programs.
Thompson had also been a pilot on the Paresev, a research aircraft built in house at the
FRC to flight test the Rogallo Wing. The kite-like Rogallo Wing could be folded up
like a capsule’s parachute but, once deployed, could be controlled like a conventional
wing. This allowed the capsule to make a horizontal landing. Reed and Eldredge asked
Thompson if he would be willing to be their lifting-body pilot, assuming the program
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was actually approved. Thompson immediately agreed, for he was aware that the X-20
was having technical, budgetary, and political problems, and was not confident it would
ever fly.

Thompson also suggested that the support of an originator of the lifting-body concept
would go a long way toward gaining approval for the program. Reed called Alfred Egg-
ers, at the Ames Research Center, who had first developed the lifting-body concept (even
before the launch of Sputnik). Eggers agreed, and he and Reed arranged a meeting at the
Flight Research Center with its director, Paul Bikle.

Reed and Eldredge’s test plan, together with Thompson’s backing, convinced Bikle to
support the lifting-body program. Eggers agreed to provide whatever wind-tunnel testing
was required to develop the vehicles, providing Bikle took responsibility for their design,
construction, and flight test. Thompson recommended that the first vehicle tested be the
M-2 shape, as he believed it to be the most potentially viable. The vehicle was given the
designation of “M2-F1” (for Manned 2-F light 1). Its construction would be paid for out
of the center director’s discretionary fund. The vehicle was officially only a full-scale
“wind-tunnel model,” so NASA Headquarters would not need to be made aware of it.
But, as Bikle noted, if the model “just happened” to end up being capable of flight, that
would be something outside the control of center management.

To keep the cost of building the vehicle down, an in-house effort, like that of the Pare-
sev, would be undertaken. A corner of the fabrication shop was walled off with a curtain,
and a sign was put up reading “Wright Bicycle Shop.” Here a team of engineers, work-
ing on their own time, began assembling the internal framework, metal fins, and other
components. The wooden shell of the M2-F1 was built separately, by another group led
by Gus Briegleb at the nearby EI Mirage airport. Briegleb was one of the few people still
manufacturing wooden gliders in the early 1960s. When Briegleb was asked by Bikle—
himself a champion sailplane pilot-to participate in the M-2 program, Briegleb was en-
thusiastic. While these two teams were assembling the vehicle, a third team examined its
stability and control characteristics. The vehicle was finished four months after construc-
tion began. Total cost was about $30,000, far less than it would have cost had it been built
by a contractor under more conventional funding circumstances. The next step was to be
far more difficult: proving that an airplane without wings could fly.
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lewed by Dr. J.D. Hunley, July 30

“Whitey” Whiteside was one of many colorful characters to be found at the F light
Research Center during the 1960s and 1970s. The youngest of six children, he was
overhauling cars by the age of 12. His was a hard existence, living with various family
members, working from 2 to 6 a.m. washing dishes in a bakery, going to high school,
and “causing havoc around town,” as Whiteside later said. His brothers finally arranged
Whiteside’s U.S. Army Air Corps enlistment in 1933. Initially, he was assigned as a
mechanic at the Army depot on North Island in San Diego. He fueled and serviced
aircraft coming out of overhaul, and flew as a passenger during check flights.

With the outbreak of war in Europe, he was reassigned to a B-17 unit in the regular
Army Air Corps. By Whiteside’s own account, he was “into all kinds of hot water all
the time,” and bounced from place to place. A turning point in his life came in 1940,
when he was part of an attempt to set a transcontinental speed record in a B-17. Among
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the people who saw the aircraft land at Wright Field (now Wright Patterson Air Force
Base, Ohio) was Paul Bikle. The future Flight Research Center director was just a GS-1
civilian engineer, newly married and with a slide rule in his pocket.

After the outbreak of World War II, Whiteside spent several years overseas. On re-
turning to the United States, he ended up at Wright Field. Now a newly commissioned
lieutenant, he maintained the base’s hodgepodge of some 120
airplanes. He had finally found his niche, saying later, “I just

NEW FACES AT the FRC this month are:
Boyd H. Stringham — Instr.

loved everything about Dayton and research and flight testing Ronald Carr — Instrumentation
and everything.” Bikle was now working in flight test, in an of- Eggald (I-,)' Fry - Instrumentation
fice down the hall from Whiteside. Over the decades to follow, reu C. Nash - Instrumentation

oo . . . ) Glynn E. Smith - Instrumentation
Whiteside frequently worked with Bikle on various projects. Ernest A. Bahr - Flight Opns.

When Whiteside became the assistant director of aircraft main- gﬂna’" P. Harris - Flight Opna.
) . . alter W. Whiteside —~ Flt. Opns.

tenance at Edwards Air Force Base, Bikle served as the techni- Joseph T. Washko - Research
cal director at the Air Force Flight Test Center at Edwards. g:lz‘z;fllasi ms%:gllla "_Rgge:r;l;h

In September of 1959 both men again found their futures Mary A. T;ylor - Res ea:'ch
inextricably linked. That year Walter C. Williams, who, as chief Danielle L. gg::rilgggg - e;tdmin
of the High-Speed Flight Station, had overseen activities at the o
desert facility since the 1946 arrival of the first group of NACA
engineers, was named assistant director of the NASA Space Task Group. Bikle was
selected to take over as the new chief of the High-Speed Flight Station, and, as he had
before, soon brought Whiteside along.

Whiteside played an important role in the early testing of the M2-F1 lifting body. The
initial ground tows were made to check the vehicle’s stability and control, without run-
ning the risks inherent in an actual free flight. The problem was that the M2-F1 weighed
about 1,000 pounds, and had to be towed aloft at a speed of at least 100 miles per hour.
None of the available trucks or vans had the necessary performance capacity to do the
job. Whitey was also an enthusiastic hot-rodder and dirt bike rider, and he knew just the
kind of vehicle that the engineers needed.

Q: You were born in 1914 and grew up in the San Joaquin Valley. Is that correct?
A That is correct.

Q: Now, about when you came t0 Edwards—do you remember the date, or at least the
year?

A: 1 was at Edwards several times before World War I, and after World War II, and
during.

Q: When was the last time you came here?

A: The last time I came here was when I came back from Japan in about 1960.
Q: But not 1959? That was when Paul Bikle came to Dryden.'

A: Yes.

Q: And you were already at Edwards.

A: 1 was at Edwards. I was sitting across the desk from the colonel out there. I was the

1 Whiteside joined NASA in March 1960.
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maintenance officer for the Air Force side of the house. Paul Bikle was there at the Air
Force facility. When he moved down to NASA, he says, ‘Come go with me, Whitey.’
We had been together off and on at a lot of places. We had fought World War IT to-

gether. And when World War II was over we were on Guam

Bikle Leaves for
Soaring Meet

Leaving for Europe this week to
compete in the World Soaring Champ-
ionship was Paul Bikle, FRC direc-
tor,

Being staged in Cologne, Germa-
ny, the glider meet will featgre
top pilots from 27 countries, in-
cluding two champion pilots from
the U.S. in addition to Bikle. ‘

Competing in the meet, which is
-held every two years, will be teams
from West Germany, Poland, Czecho-
slovakia, Yugoslavia and England———
reported to be among the top coun-
tries in soaring.

The championship will be held
from June 4 to June 20 and will pe
judged on a series of "tasks" assi-
gned to performers by -judges eagh
day. The meet . is under sponsorship
of Federation Aeronautique Interna-
tionale,. Rt o

' Bikle, who has been soaring ac-
tively since 1947 and pursuing the
hobby - since 1934, won . the West
Coast Soaring Championship in 1959
at a meet held at E1 Mirage Airport
in East Antelope Valley. He also
won the Southern California champ-

jonship at Elsinore last year,

ship with him was.

i together, in B-29 outfits bombing Japan—Paul Bikle and 1. So
‘when we came back to the States, I stayed in the Air Force

5 nd I was the Wing Staff Maintenance Officer at Edwards Aijr
Force Base.

Q: Well, do you remember about how long you worked for
he Air Force that time at Edwards before Paul Bikle moved

: A couple of years. Yes.

: And you had indicated to me you wanted to give proper
edit to Paul Bikle. I wondered if you would just describe
nim as a person and as a manager and describe your relation-

ship with him over the years, and especially in the NASA
period.

: Well, like I say, he was a civilian in our B-29 operating off
the islands out there, bombing Japan. Bikle was the kind of a
iperson that Just knew how to do things, and people recognized
him. It didn’t matter if he wore civilian clothes or GI clothes
or what. The point was that he was where the action was. He

: You worked very closely with Paul Bikle over the years. |
ow you worked with him in his hobby as a sailplane pilot.
"I wondered if you could just discuss how you and he got

together on the sailplanes, and what you did together, and what your personal relation-

A: Well, sailplanes, of course, had annual national and international contests. And Bikle
would tell me months ahead of time—or at least weeks ahead of time—that a contest is
going to be in Elmira, New York this year, or it’s going to be in Europe or wherever
itis. And I would go home and deal with my family and arrange things. I would g0
wherever the contest was, and I would be his crew chief at these sailplane contests. On
occasion, for example, his wife and kids would get in the station wagon, and I would
drive them from California to New York if that’s where it happened to be. Then they’d
get to go see all their folks, and Id go with Paul and do the sailplane thing. I just want
to point out that he won international contests as well as national. He was a world-
renowned sailplane pilot. And being tied in with the Air Force and NASA facilities over
the years, he would modify his airplane and his pressure suits. He set world altitude re-

cords. He did all kinds of marvelous things with sailplanes. He was known worldwide
for his sailplane capability. 2

2

Whiteside’s son, Bill Whiteside, remembers Bikle would pick a time to compete and

other pilots would select times around that, as Bikle knew situation and weather. At one contest,

when Bikle’s turn came to

fly, he said he would pass and picked a later time instead. There were
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Q: I wonder if you could describe his management style at
NASA. What kind of a manager was he? How did he deal with
subordinates? How did he handle organizing flight research at
the NASA Flight Research Center?

A: 1 thought he was superb, myself. Because I had seen his
actions and his reactions and seen things work that he had
planned. I thought he was a very brilliant man. I think largely
everyone that had any clue at all about what he was doing and
why he was doing it were behind him 100 percent. That’s the
way it seemed to me. I never saw or felt any dissatisfaction
about anything he did. But he was a very great originator and
a steady stick relative to methods of how to conduct flight test
programs. He gave classes at the local schools about flight
tests and engineering, and trying to encourage young people
too. These were voluntary, free things that he did.

Q: Was he the kind of manager that looked over your shoulder
a lot and wanted to know exactly what you were doing and
kind of made decisions for you? Or was he more informal and
let you do your job, and just wanted to know what you were
doing in a general way?

A: Yes. He’d have a meeting of the minds somewhere down
the track and say how are you doing, or what are you doing,
and what are your plans, and so forth. I wouldn’t say that
he looked over anybody’s shoulder, in my opinion. I was in
a very privileged position with Paul Bikle for many, many
years. And I may be biased in what 1 think. A lot of years
have gone by. I’'m in my eighties now. And looking back
across Paul Bikle or looking back across life, I might see
things a little different.

Q: Well, let me ask the question a little different way. Did
you ever hear any comments from your boss, Joe Vensel, as
to whether Paul let him do his job pretty well or whether he
supervised him pretty closely—anything like that?

Mr Bikle Selected
For Soaring Award

Center Director, Paul F. Bikle
has been selected to receive the
Lilienthal Medal for 1962 as
awarded by the Federation Aero-
nautique Internationale (FAI). This
award, named after one of the first
glider pilots, is to be made in
ceremonies this fall in Mexico City.
Announcement of the award was
made by the National Aeronautic
Association (NAA).

The Linienthal award, soaring's
highest honor, is presented once a
year for remarkable sporting per-
formance in soaring or eminent
service for a long period of time.
Mr. Bikle holds the world absolute
altitude record of 46, 343 feet and
a total altitude gained mark of
42,305 feet, Both of these glider
records were established in 1961.

A veteran of over 20 years as
a soaring enthusiast, Mr. Bikle
hascompeted in nine U, S, National
Championships and represented
this country twice in world com-
petition. ;

Itwas also announced by the NAA
that the Montgolfer Award will be
presented to balloonist Donald
Piccard in recognition of his re-
cord balloon flights.

The FAI will also present a
1 " award, in the form of gold
medals, to the two Soviet Cos-
monauts, Andrian Nikolayev and

Pauel Popovich, for the first twin
orbital flights last year.

A Paul had been Air Force for many years. Joe Vensel had been civil service. He came
out here from Langley Field with everybody else. 1 loved old Joe dearly. I sat in the
same office with him. T was his right arm. But obviously what was going on over at

NASA and what was going on with the Air Force-naturally there would be differences
of opinion about conducting things and whatnot. I don’t ever recall him being dis-
turbed, or quitting early, or anything like that. I think they respected one another. They
gave each other differences of opinion. If there was any conflict there or any overrun, I
don’t know. Looking back across all these years, I know there [were] hurt feelings and
whatnot-Langley people coming out here, Air Force people meshing with them just like
I did. T have no doubt that lots of people resented me. They thought I was the old man’s
favorite import or bat boy or whatever. They sent me out with a blank check to buy the

no other times available, around the new one he chose, to which the other pilots might switch.
His son asked, “Why did he do that?” and Whitey replied, “They don’t call him ‘the fox” for

nothing.”
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Pontiac.

So there had to be human, natural differences of opinion relative to the instrumenta-
tion section, or the pilot’s office, or how things were done or whatnot. People wouldn’t
have come to me to talk about their complaints if they had any relative to Paul Bikle,
because they knew that he and I were lockstep on about everything—that we were per-
sonal friends. So I don’t like to render an opinion back across NASA’s history because
I wasn’t around NASA until Bikle went there and he told me to come over there. So if
there were interfacing problems or personality problems, I don’t think I paid that much
attention. I was the fair-haired boy, if you want to know the truth.

Q: Well, I didn’t have any sense from them or anyone else that there was any real ten-
sion.

A: He’d give you enough rope to hang yourself, whether you were instrumentation or
who you were. And then if he had to he’d stop and say, ‘Hey, don’t you think we ought
to re-think this?” And ‘Let’s sit down and talk about it.’ | mean, he was a hands-on
operator. But he didn’t pay that much attention to instrumentation or the Motor Vehicle
Department.

His primary interest was getting the job done—research and development. Housekeep-
ing, he had other people do that. And they had plenty of skilled people out there. They
had wonderful people out there. I might have a minor disagreement relative to the metal
they were using constructing something. But the machine shops and all that-they ran
their own business. They were tremendously capable people. And I thought the whole
facility was a well-organized facility when I went over there. They all thought of me as
the fair-haired boy that was the boss’s kid and that I could do no wrong. So they kind
of gave me a wide berth until they found out that I was just a plain old worn-out GI that
loved to do things in the field of research and development.

Q: I wonder if you would describe De Beeler as a person and manager. How much
dealing did you have with him?

A: T'had very little [contact] with him—not enough to really have an opinion. I don’t
think you take anybody that you meet when they’re 45, 55, or 65 years old and expect
them to change much. I had managed Air Force people for many, many years at differ-
ent levels and in different types of functions...I had no disagreement with De Beeler.

But I can understand that he felt...like time was passing him by. Bikle was smart
enough to use Beeler to run him back and forth to NASA Headquarters, and gave him
probably a free hand relative to functional management and whatnot. But Beeler might
have felt left out in that because there probably was a time when he came from Langley
Field that he ran flight test. I don’t know. I don’t know about the interpersonal conflicts,
if there were any. I thought De was more of a pencil pusher, talk to Headquarters, and
coordinate things, management functions.

Q: I think that’s right.

A: Paul Bikle was research and development. He’d walk right in and sit down on a
pilot’s desk and cross his legs right up on his desk and sit there and get all the pilots
around and talk about, ‘How do you think we ought to do this?” This is my opinion. But
what I’m saying is that he was a hands-on person and Beeler was not. Beeler, because I
was Bikle’s boy, never spoke to me but coming and going. I don’t mean he didn’t treat
me nice or that he didn’t respect me or anything, it’s just we didn’t have anything going
together, unless Paul was on vacation.
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Q: But I wonder if you would say a little bit more about Joe Vensel, and what kind of a
manager he was, and some stories about him that would illustrate what kind of a person

he was.

A: Joe was one of the original NACA test pilots. I don’t know if he did
Navy aviation or Army Air Corps or what his background was before
he got to NACA. But when he got to NACA he was one of the primary
pilots. Joe was, in my opinion, a plodding, methodical person—dig
things out, come up with a good solution—a very likable, a very bright
[guy]. But he was older than me. 1 think that by the time Paul Bikle got
to NASA, Joe wasn’t too far from retirement, and he felt kind of hesi-
tant about asserting himself much relative to his opinions. This is my
opinion. And he was no dummy. He was a very bright man. I loved old
Joe. But I think he was on his downturn somewhat to where he didn’t
feel like fighting back if he had much difference of opinion. This is my
opinion of what it was like then.

Q: You worked fairly closely with Joe Walker, I think. What can you
tell me about him, and what kind of a person and pilot he was?

A: Oh, I think he was tops. Joe Walker and I got along real fine. He
would flare up with me or anybody. He was just a very vociferous. ..
Joe expressed himself. If he had it to say, he said it. And it was a
delight being around Joe Walker. He would slam papers down on his
desk and say, ‘Damn it! I told him not to do that.” He was full of life.

Q: Well, he certainly has a reputation. How about Milt Thompson? He
overlapped with you, I guess, pretty substantially.

A: Yes. Milt had a tremendous capability in the area of flying. I've
always had a great respect for him and his capabilities and whatnot,
his sense of humor—everything about him, I liked. I liked Milt. We
were very good friends.

Q: What can you add to the score of Bill Dana stories or descriptions,
or whatever you have to say?

A: He was a Bakersfield boy. And my niece is in Bakersfield. My
sister lived in Bakersfield. My nieces went to school with him. I was
really pleased when they told me that they knew Bill Dana, because
he’s quite a guy. He’s an outstanding pilot, thorough; research all the
aspects of anything. He didn’t go off half cocked. He looked at ev-
erything and got all the answers. I've got the highest respect for Bill
Dana. He’s a tremendous individual.

Q: And I think you knew Tom McMurtry fairly well, didn’t you?

Bye-Bye
‘Beanie Night
Is Set For
December 1

BYE-BYE BEANIE night will
be celebrated December 1, as the
Center's employees will gather to
honor Joe Vensel, Chief of Flight
Operations. Mr. Vensel will re-
tire on that day after 332 years of
government service.

A  special
planned for that night.
held at the Knights of Columbus
Hall in Lancaster. A no-host
social hour will begin at 6:30 and
preceed the dinner. Entertain-
ment honoring (?) Mr, Vensel
will be presented following the
dinner.

The price of
roast beef dinner is

dinner has been
It will be

the catered,

$3.00 per
This includes a donation
for a geing-away gift for Mr, Ven-
sel.

person.

Tickets may be procured from
all time and attendance clerks and/
or Betty Callister, Gertrude Kelly,
Boots McNally, Sandy Illian, Bill
Dana, Bruce Peterson, and John
Mancke.

A: He’s so quiet and unassuming, or he was in those days. He’s not going to blow his
own bugle—somebody will have to blow it for him, is the expression I’d use. He’s a
tremendous individual. T wouldn’t fault a one of those pilots. I wouldn’t have any faults

with any of them, myself. I thought they were all outstanding.
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Q: You worked, I know, a little bit with Chuck Yeager, both in the Air Force and with
the lifting body program. What is your opinion of Chuck?

A: Chuck and I go back to many air shows where I was the aircraft maintenance of-
ficer and I had the motherships that dropped Chuck. I flew many flights where we’d
drop Chuck. Then when the National Air Show came along I would get my troops. I
was an officer then. I was in charge of bomber maintenance, Chuck would tell me a
month ahead of time-we’re going to be at so-and-so this year. I would start picking
out my boys to take care of the B-29 mothership. And he would go down and get the
X-1 people, whoever was involved. Then we’d all plan to go to the National to put this
aircraft on exhibit. It was Dayton, Ohio where the air show was that year. Well, I"d get
the B-29 ready. And the Bell or NACA people would mate the X-1 to the mothership.
So I’d fly the engineer’s position. We didn’t take any more people than we absolutely
had to go to a national show, you know. I would have the right airmen with me to load
and unload the X-1 off the mothership. And say [the air show] was Vandalia, Ohio.
We’d park it a way back against the fence where we wouldn’t have anybody around us.
We’d jack the mothership up and lower the X-1 onto the ground, pull it out from
under the B-29, and then set the B-29 back on the ground. Then, when the show was
over, we’d go reverse this operation.?

Q: You weren’t at Edwards at the time that Chuck broke the sound barrier, were you?

A: Nope. I think I was still at Wright Field then. We all worked out of Wright Field.
Even Chuck worked out of Wright Field.

Q: But you didn’t know him at Edwards at that time.

A: Not really. Chuck was an 18-karat fighter pilot. And I was
always in bombers. So our paths didn’t cross until work put us
together.

think_today
how to IMProve

+ | TOMORROW

Q: Right. But you did have relationships with him then.

A: Oh, sure. Yes. He’d come to me and borrow my motorcycle or
when [ was on the flight line. I was a maintenance officer over at
the airport. He’d come to me because T had a Model A Ford and
he had one. And he might want a part for his or I might. But no,
I didn’t work with him. He was up in Fighter Operations there at
Edwards. We were both officers together. I guess we were prob-
ably captains together and majors together. I don’t remember the
sequence.

He would come down and walk right in my office and tell me,
‘Whitey, we’re going to drop next Tuesday.” And ‘can you do
this or can you do that.” But he did the same thing before I got

there with a master sergeant named Don Plumleigh. There were
functional people in the Air Force just like there were at NASA that were all woven
together with Yeager and everybody, you know. I came out there after he had gone

SUGGEST
SUGGEST
SUGGEST

3 Bill Whiteside recalled his father describing flying with Yeager in a flying wing (either
an XB-35 or YB-49). Yeager was relaxed, one earphone off, feet up, probably listening to coun-
try and western music on the radio, and Whitey mischievously adjusted the fuel flow. Whitey
had just made the change when Yeager came on the intercom and said, “Knock it off, Whitey.”
Yeager just had an innate sense of what the airplane was doing.
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supersonic. But I’d been to Edwards many times. We were doing other things with other
airplanes in Burbank or Seattle, or wherever we happened to be. All of us out of Wright
Field, including Chuck, were roving bandits for accomplishing the Air Force purpose.
Climb out of one airplane of one manufacturer and climb in 10 minutes later of another
manufacturer and go fly the hell out of it, and maybe stay three weeks in Buffalo with

it. Tt was tremendous—the way that all these folks interwove themselves into the contrac-

tors and the construction and the flight tests.

And there were smart people all along the line masterminding all this, like General
[Albert] Boyd, Colonel Fred Ascani, and so forth. Tt just worked real good. Call you
up at one o’clock in the morning and say, ‘I’m in Sacramento. Come and get me.” Or
‘I’m in Schenectady,” or whatever. But it was a catch-as-catch-can-type operation that

worked real good, I thought.

Q: Right. Well, you lived in a fascinating era. Are there any other
memorable people you worked with at the Flight Research Center
that you’d like to mention?

A: Okay. NASA types. Well, always Joe [Walker], of course. He
was the most vocal and the most noticeable. I had the mother-
ship and he had a mothership. Before I went to NASA, I would
give him built-up wheels and tires or turbo superchargers, and
they would bring [replacement parts] back to me. We interfaced
with one another when we were all in the old South Base [area of
Edwards]. I don’t know about manpowerwise. I don’t think we
went and worked on each other’s airplanes. But we knew the guys
that drive up and down the flight line looking for tires. Whatever
they needed, we would give them. And when they got theirs, why,
they’d give us back one. [ don’t recall any disrespect or hard feel-
ings or anything. There weren’t that many people out here. And we
all had to work. I put in many a night working all night—putting an
engine in, getting ready to do this or that. NASA did too.

Q: Okay. Let me ask you a different question. You weren’t there
but about a year. But how did the Center change in the year afier
Paul Bikle left? Did the way the Center operated change a lot? Or
did things pretty much continue the way they had except with a
new director?

A: 1 wouldn’t have felt it or sensed it, I don’t think, because 1 was
out of the loop after that. I was running the radios, talking to the
pilots when they were flying, and doing whatever was necessary to
be done around there.

Q: Let me go back a little further to the beginning of your NASA

..... Einar Enevoldson, Pilot's Office, i
thinks Tony Hitzenhammer, Data Systems,
has a funny name. . ... .. usMcC 1/Lt.
John Bikle, son of Paul Bikle, Director’s
Office, has been awarded the Air Medal
for combat missions as a helicopter pilot
in Vietnam. . . . ... Departing the Center
last month was Jim Welsh, X-15 Research
Office. . .. ... LLast month’s Contrails
reported the engagement of Larry McLain,
Research Division. According to a recent
want ad, he is now selling his collection of
Playboy magazines, 1961 - 1967. . ... ..
Major “Pete” Knight, has been notified
that he has won the Harmon Trophy for
his X-15 flights. He will receive the trophy
from the President sometime later this
vear., . . . . . . Visiting in Hawaii last
month were Juanita Taylor, Range Sys-
tems, to attend her daughter's wedding;
Mr. and Mrs. Bill Dana, Pilot’s Office, to
deliver a speech; and Juanita, Proprietress
of @ Rosamond business establishment.
While there, the Dana's saw former X-15
pilot Col. Bob Rushworth and his wite.
Bob was on rest and recuperation leave

from his present job of flying F-4's in
. .. . Jack Nugent, Fiight
Mechanics, has won the Exchange Coun-
cil’'s contest to name the Center’'s Cost

Vietnam, . .

career. You indicated earlier that there was a difference between working for the Air
Force and working for NASA. Can you characterize how they were different, other
than the fact [that] the one was civil service entirely and the other was a mixture of civil

service and career officers and enlisted people?

A: The floor mechanics and crew chiefs that I knew at NASA had been in the military
at one description or another and the functions were very similar. They were coopera-
tive. They were eager. If anything, I sensed more willingness to get things done. And
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there certainly was no laggard or sloughing off or anything from the working people—

the aircraft maintenance people.

And the radio shop. I car-pooled with Stan Novack and guys like that that were—he
was the head of the communications radio shop. [Roger J.] Barnicki—the personal
equipment man. You couldn’t ask for a more diligent, hard-working guy. He had great

people working for him. That was a hand

-picked organization that I can’t fault in any

way. All T can say is that if they deteriorated any or if new ones came in or old ones left
or something, it just happened without any knowledge on my part. I have a high level
of respect for the Flight Research Center the way [ knew it.

Q: Do you remember who were the directors of maintenance at the Flight Research

Center during the years when you were there?

A: Well, the overall foreman was Clyde Bailey. He came out here from Langley Field.
Who all he brought with him, I don’t know. But I don’t recall if he brought in local

people or not.

Rocket Seat Slated
For M-2 Tested

A realistic, however unsuc-
cessful demonstration of the cap-
abilities of the ejection seat that
will be used on the M-2 vehicle
was held last week at the USAF
experimental track branch.

The test, a contractual demon-
stration was to demonstrate that
the various components would
accomplish their required activ-
ities in the proper sequence. The
required actions all performed,
however, not in’ the proper
manner so that another dermon-
stration will be scheduled for a
later date.

The system, made by Weber
Aircraft Corporation of Burbank,
California, was designed to have
the capability to safely eject the
pilot at speeds from zero to one
hundred knots and at altitudes of
ground level to 10, 000 feet. This
range will cover the expected
flight areas of the present M-2
vehicle.

The system consists of a stan~
dard aircraft ballistic ejection
seat, already in use on the USAF
T-37 aircraft, that has been
modified to provide the NASA de-
sired capability, In order to pro-
vide for zero altitude, zero speed
ejection, a rocket catapult, man-
ufactured by Rocket Power, Inc.,
and a seat-man separator have
been added. A standard 28 foot
parachute provides the safe de-

scent portion of the ejection

87

system, L

The static test, conducted by
Weber Aircraft, was an actual
demonstration with the ejection
seat and component parts mounted
ina stationary vehicle. A stan-
dard dummy wearing the para-
chute was positioned in the seat
to act as the simulated pilot.

Seat ejection force was pro-
vided by the rocket catapult which
boosted the seat and dummy along
fixed guide rails to ensure pro-
Per trajectory. The total rocket
burn time was approximately ,4
seconds but this was sufficient
enough force to eject the dummy
to over two hundred feet above
the vehicle, :

After ten inches of seattravel,
the seat-man separator ignited,
starting the process of separating
the dummy from the seat, Ap-
proximately 5/8 of a second after
catapult initiation, the dummy
physically began automatic sepa-
ration from the seat. This action
also served to pull the lanyard on
the parachute which started its
deployment through the use of a
Pilot chute.

However, instead of the in-
tended man-seat separition, the
dummy failed to separate soon
enough from the seat resulting in
a’late parachute opening,

Had the testbeen completely
successful, the dummy would
have been safely descending in a
fully operating parachute six and
one-half seconds after initiating
the ejection procedures, '




Q: 1 think there were lots of local people.

A: Most everybody out there was ex-military. That’s where
they got their aircraft acronautical-type training and every-
thing. When the war was over they went to work at Langley
and they came to Edwards. But that’s where they came
from. And they’d swap around a little bit, maybe. But there
was a tremendous group of capable, cooperative people
under Clyde Bailey and throughout the facility. The same
thing with Ed Videan and his communications people and
so forth. And I have nothing but great respect for the whole
facility—even the janitors. No kidding.

Q: Yes. I guess you probably knew J ack Russell pretty well.

M-2 Holds Rocket

Firing Tests

A static test firing of one of the
rockets mounted in the rear of the
M-2 Lifting Body was made last
week on the edge of the lake bed.

The rockets, secured from the
U.S. Naval Station, Chinma Lake,
produce 240 lbs. of thrust and can
be fired for 10 or 11
They use a solid propellant.

The rockets will be mounted on

seconds.

the rear of the vehicte to be used
at pilot discretion to cushion the

A: Oh, sure. I’ve got great respect for that man. Great indi- landing touchdown.

vidual. That guy gave them a lot more than he got paid for,
P11 tell you. He was a launch panel operator. He flew in the
motherships. There was no extra pay for that or anything, just part of his job.

Q: What were the living conditions like out here between 1959 and 1972? Had Lancast-
er grown very much from the early days by then? Was housing very readily available,
or was it still pretty scarce? What was it like just living around here then?

A: We transferred out here from Wright Field in 1950. And, there again, Paul Bikle said,
“Whitey, would you come out to Edwards?’ T was still in the military, and he had taken
over the job as technical director. Bikle was in the Air Force side of the house. So we
transferred out here from Wright Field. And there was no housing on the base. We just
stumbled up on a little place in Rosamond that would do. The one in Rosamond was
just four walls, and we were extremely grateful to get it. We lived there until they built
housing on the base. The one that they built on the base was entirely suitable. We had a
three bedroom.*

Q: And then when you moved to NASA, obviously you had to move off base, I pre-
sume. What kind of housing did you find then?

A: Well, when I moved to NASA I went to Palmdale and bought a house. And so | can’t
really comment with any degree of knowledge or recollection about Lancaster. 1 think
Palmdale probably had more vacancies than Lancaster. Now that’s just a guess on my
part. I didn’t live here. I don’t know.

Q: And you’ve already commented on the period when you were in the Air Force, that
there was a great deal of cooperation between NASA and the Air Force down at South
Base. Did that continue after 19592 Was there still a lot of cooperation in the new facili-
ties NASA occupied in 19547

A: Paul Bikle had been the head engineer at Edwards, working for the Air Force, when
he moved to NASA. With him over there knowing everybody and with me over there
knowing everybody back at the Air Force where I came from, I thought we had real

4 Bill Whiteside said the address was 1401 Community. His father planted a cottonwood
twig in the backyard and watered it, and it became the largest cottonwood at Edwards.
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The M2-F1
rocket test fires
its landing rocket
on the lakebed.

If the vehicle was
descending too
fast, the rocket
would slow the
descent.
(E-10254)

good cooperation. I could go over there and get wheels and tires or anything I wanted
anytime I wanted it. In addition to being retired, I used all their facilities, like their
commissary and their dentists. You couldn’t help but sense the fact that they’re civilian
and military. And they each have their own prideful manner of doing things and what-
not. But I didn’t see any lack of cooperation.

Q: And that extended to the lifting body program, where the Air Force was a partner in
that all along. Many of the pilots were Air Force. The motherships were still Air Force,
weren’t they?

A: Yes. And that’s where Joe Vensel and Joe Walker and Paul Bikle came in at their
shiniest, as far as I’'m concerned. They blended the Air Force people right into our
place. They willingly came over there and ate lunch and visited with us. And they had
the run of the place. This is my recollection—that we had a very cohesive Air Force/
NASA relationship for many years there. Originally there was maybe looking askance
once in awhile. But NASA flew chase for Air Force and Air F orce flew chase for
NASA. It was interwoven, in my opinion.

Q: And I guess you retired about at the end of the lifting body program. So you experi-
enced that whole program.

A: Yes.

Q: Would you say that the lifting body program was the
highlight of your NASA years, or did you have much to do
with the X-15 flights in those years?

A: Well, up until Vensel left I was his right arm. He’d say,
‘Why do you do this? Why do you do that?’ So I would g0
talk to somebody or go down [to] the hangar or go to Los
Angeles. I was his go-fer, you might say.

With the X-15, I might come in at three o’clock in the
morning and check out weather. I’d go out and check the
lakebeds the day before a flight. We’d get in the old Gooney
Bird [R4D] and make sure people hadn’t exploded a bomb
where we intended to land. I was the out-of-the-area guy that
kept my finger on the pulse of equipment available to us to
make a successful flight. I used motorcycles and airplanes

and cars and everything else, so that Joe Vensel could come in at four o’clock in the
morning of a launch flight and say, ‘Whitey, is everything ready?’ And I’d say yes. So I
was the fixer-upper, make things happen in the facility or [the] launch.’

Q: And did you go out to the distant lakebeds where landings were made sometimes,
and check those out?

A: Oh, Joe Vensel had to know the status of those landing lakebeds. The day before, I
had to know it so I could tell Joe Vensel. I might telephone or I might drive out there.

5 Bill Whiteside said that his father would sometimes come home and say, “I have a real
problem taking my pay today.” He’d been out checking the lakebeds or flying in the C-47. One
day he came home and said he had an especially hard time taking his pay, as he had flown in the
backseat of an F-104B. He was a big fan of Kelly Johnson and the F-104, thinking it was the
greatest plane around. He was about 50 then, and it was a tremendous thrill.
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The Pontiac Catalina convertible and the
M2-F1 in an FRC hangar. The Pontiac
was used for support activities, such

as tire testing, after the M2-F1 program
ended. (EC92-04152-01)

Or Bill Dana and I or most anybody might fly
out there and see. It was my responsibility. I was
responsible to Joe Vensel.

’YJ(HDH

Q: Mud Lake and places like that?
A: Yes. I would go out there with a radio vehicle. And when I got there and the runway
was dry enough to land on for tomorrow’s flight, we’ll say, I"d immediately call him on
the radio and say, ‘Schedule it.” I was the eyes and ears of off-base facilities.

Q: I think you indicated that you drove just about all the Pontiac tow flights for the M2-
F1. So they must have not done that when they were flying the X-15, or you couldn’t
have done both things.

A:You couldn’t do them at the same time. It just isn’t logical to have those two things
going together at the same time.

Q: Do you remember any other programs that were going on between 1969 and 1972
when you retired, besides the lifting body?

A: I always raced desert motorcycles. I rode motorcycles back and forth to NASA. I've
always been a go-fast nut. So when it came time to tow the M2-F1-Bikle came to me and
said, “Whitey, we need a tow car to tow the lifting bodies.” I had followed the races and

I knew where all the shops were. I’d had cars of my own that went fast and motorcycles
that went fast. So I broke loose and just took off and went all over southern California
looking for what can put the most horsepower to the ground so that it can tow something
out on the lakebed. And the Mexican road race had been won by Pontiac [for] two years at
this point in time. And I knew Troy Rutman and all the guys that were involved with this
kind of thing.

So I made the rounds. And I ended up in the Motoday building down in North Holly-
wood with the Pontiac West Coast management staff. And I said, “This is not for publica-
tion, but the government wants to buy a tow vehicle of the caliber that you’ve been letting
your out stations build and publicize. We can’t publicize this. We want to buy a car and
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build a car that will do, and we don’t want
to spend a whole lot of money.”

So to make a long story short, I went
around to all the speed shops. And 1 found
out what tires will withstand 180 miles an
hour and what wheels. And so we bought a
whole bunch of wheels and tires so that you
could change the Pontiac to go 150 miles an
hour or 130 miles an hour. We only bought
three or four sets, so you could change
them. In 30 minutes you could make the

Con-Trails:

According to W. W. Whiteside, Flight
Operstions, there were three Wright Broth-
ers. One of them is still awaiting landing

clearance in the traffic pattern at J. F.

Kennedy International. ... . .. Winning

Pontiac tow something 100 miles an hour or 150 miles an hour. 1 took it and had roll bars
put in it so people could go with me—or so at least [ could go.

So I talked to Troy Rutman and I explained what we were doing. ‘We’re going to tow
things out in the boonies. And the engine’s going to get tired.” ‘How soon is it going to
get tired?” He said, ‘Well, of course, you know we only run them one Sunday, and then
we take them apart and put them together again.” And I said, “We can’t afford that. What
can I do horsepowerwise, tirewise, brakewise, coolingwise, transmissionwise—what can I
do to make this thing start up the biggest part of the time without spending a lot of bucks

on it? We can’t publicize it.” So he gave me a whole lot of points and I followed through
on them. And that’s how come I had two sets of tires, and so forth. But the Pontiac got
tired after we made a certain amount of runs with it, just like he told me it would. And
when it got tired, [ pulled the engine out and sent it in and had it done by them. And they
brought it right back up to snuff. By this time it’s getting kind of grumpy. And you don’t
want to be towing a guy and have him in the air and have the engine blow up on you. So

M-2 Begins Flight Test Program,
7 Successful Flights Completed

Flight testing of a wingless ve-
hicle, referred to as a lifting body
has begun at the Flight Research
Center this past month. The tests
are being conducted by center
engineers to study the low speed
flight characteristics of the ve-
hicle, called the M-2.

The vehicle being tested is a
lightweight research vehicle, how-
ever, its configuration is represen-
tative of a class of reentry vehicle
that has been under development in
NASA research centers over a
period of about six years. The ob-
jective sought through this class of

vehicle is the attainment of max-
imum ratios of useful volume to
surface area in order to reduce
structural weight, as well asto re-
duce problems of
heating while reenteringthe earth's
atmosphere from a space mission.
These vehicles, which have ap-
plication to space ferry missions,
are capable of maneuvering flight
and of horizontal landing at a pre-
determined location on land. The
vehicle under test was planned by
personnel of the Flight Research
Center in accordance with a con-
{Continued on page 3}

aerodynamic

A: YesFltz wbuld

__you anticipate things like this.

. So I did all this. And I drove the
ontiac doing various things. [Then] of
course, the Gooney Bird started towing
he M2-F1, and the Pontiac was through.
So we put it over in the corner and had

awhile they would say something like,
{:‘Hey, Whitey, go down to the far end of
the base where Fitz is going to take off
with the lifting body.”

0 : That would be [Fitzhugh L.] Fulton I
‘presume?

you to track me, because I want to check my acceleration.” So I’d have the Pontiac
down there with 165-mile-per-hour capability. I’d be right out on Fitz’s wing when
he’d release his brakes. He’d look over at me and beep his radio. And the Pontiac had
aradio, of course. And | thought originally that, boy, I can stay with him for about
halfway to liftoff. T was totally wiped out by how fast that big B-52 took off with some-
thing hung under the wing. The Pontiac didn’t have a chance. By the time that [ got to

6 Bill Whiteside recalled watching the car being built. It had the skin off when it was
being worked on. He also recalled a time when his father took the headers off and started up the
car in the driveway of his home. Because of the sound made by the engine, the entire neighbor-

hood came out.
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150 miles an hour he was long gone. We had a lot of fun in those
days.

Q: And he, of course, was the pilot for the majority of the X-15
launches. And did he also fly the lifting body flights a lot?

A: If no one’s written a book on Fitz, they’re missing him. Because

he’s so quiet he’s not going to tell you anything unless you pump it

out of him. Tremendous, tremendous gentleman, pilot. Just-he’s my
hero. He’s the way that they ought to be built.

Q: But he did fly a lot of the lifting body mothership flights?

A: Oh, yes. Oh, yes. Tom McMurtry, I think, liked that part of it too.
And he flew with Fitz a lot. Very gifted bunch of pilots. Of course,
they were hand-picked over and over until they finally made their
selection. Bill Dana would have to be way up at the top and Fitz
Fulton would have to be at the very top in my book. I don’t want to
hurt anybody’s feelings, but Fitz fought wars and retired from the
Air Force. And Fitz is just outstanding. I’ve never known anybody
that I respect as much as I do him—in all areas.

Q: Okay. I think we’ve got most of the Pontiac story, unless there’s
more you want to say about that.

A: Only that we used it for many purposes after it no longer was
needed. So for the lifting body, people would do different tests with
it, like tire testing for one thing. You don’t run many tires to 200
miles an hour and then 60 miles an hour. And we used it, like I said,
for the pictures. They would send me out if it was doubtful about a
lakebed at Tonopah, Nevada or wherever. They’d tell me to jump in
the Pontiac and go out there. I could come in on the side roads and
drive stakes in the ground and see if the lakebed was suitable or not,

rather than exposing an aircraft to go out there and land and maybe -

get stuck. We had an airplane get stuck out there once.
Q: And whatever finally happened to the Pontiac?

A: They put it out on Wallops Island [Wallops Flight Facility, Wal-
lops Island, Virginia]. They had wet and dry runway tests back there.
And they’d put different tires on the Pontiac and go 100 and slam
on the brake. But it stayed at Wallops Island for a long time. I don’t
think anybody ever really needed the top end of it like I built it for.
And they might have loaned out that big engine and put a smaller
one in. I don’t know. But it died at Wallops Island some years ago.

-gssts, the study mission detailsare

NASA Seeks
Lifting Body
Study Contract

The National Aeronautics and
Space Administration is requesting
proposals for a six-monthprelim-
inary design study of a manned lift-
ing reentry vehicle. The Flight
Research Center's Procurement
and Supply Branch this past week g
submitted the request for proposals
to 16 industrial firms. The com-
petition is open to all qualified
companies.

The study is intended to investi-
gate a vehicle that has as its sole
mission the investigation and basic
research involved with the reentry
of a manned lifting body from orbi-
tal flight. As such, the study ve-
hicle would be of limited complex-
ity with a one-man crew and mini-
mum cost.

The primary objective of the
study is to determine problem areas
and their influence on design and to
provide accurate estimates of the
weight, cost, and developmental
schedule of such a research vehicle.
To assess the problems and verify
these estimates, the contractor will
be required to perform a detailed
preliminary design of the vehicle.

For purposes of the study, the
design mission of the lifting body
research vehicle would consist of a
'~unch from Cape Kennedy with a
__ obal flight to a landing on a dry |
lake bed.-near NASA's Flight Re- |
search Center. To ensure low

specific in the proposal requests.
Closing date for the submissicr
of proposalsis March 1, 1965. Two
separate fixed price contracts for
approximately $150, 000 each are
expected to be awarded by April 1,
1965.

Q: Is there anything else that I haven’t asked you about that you’d like to tell about
your years, particularly at NASA? Any people we haven’t mentioned that you want to

single out?

A: In mass, in total, I would say that when I worked there it would have been hard to
find a more respected and respectable, capable, dedicated group of people than was

92



out there when I was there—lear down to the janitors, the lady in the cafeteria. Other
people may see it different. But that’s a personality thing as far as I know.

Q: Oh, I think you’ve given me a lot that is of value. So I really appreciate your taking
the time.

A: My pleasure.

Eight Industrial
Firms Bid On Lifting
Body Study Controct

Procurement Officer, Steve
Kucharik has reported that a total
of eight industrial firms have re-
sponded to the Flight Research
Center request forbids on a manned
lifting body stady. The request for
bids was issued in January and the
closing date for bids was March 8.

The eight industrial firms jn-
cluded McDonmnell Aircraft Corpor-
ation, Douglas Aircraft Company,
General Electric Company, North
American Aviation, Northrop Cor-
poration, General Dymamics, Lock-
heed Califormia Company, and the
Martin Compamny.

The study is imtemnded to investi-
gate a vehicle that has as its sole
mission the investigation and basic
research imvolved with the reemtry
of a manmed liftimg body fromm or-
bital fight.

For the purposes of this stady,
the desigm missiom of the lifting
w research vehicle would comsist
of a laumch from Cape Kemnedy with
a plobal flight to 2 landing om 2 dry.
lake bed mear the Flight Research

-3

Walter W. Whiteside, as assistant to
the Director of Flight Operations, is con-

cerned mainly with ground communica-
tions to aircraft. "Whitey’’ has had a very
interesting and happy life at the Center
since his arrival in March, 1960. Before
coming to NASA he spent 26 years in the
Air Force, retiring as a major. Whitey, who
is currently renovating a Model A Ford,
will be moving up the coast with his wife to
live near Pismo Beach. His future activities
include digging clams, fishing and riding
sand dunes on his motor bike.

® o e

CONGRATULATIONS
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Rioters Can Lose
Employment Rights

The Personnel Office repor.ts
that the recently enacted Public
Law 95 can have a major effect on

Say Goodbye To:
It's gone. Just like that. With-
out giving us a chance to wave
goodbye or anything, they came
and picked it up in a big airplane
for delivery to NASA Langley.
No-longer-does the~Center-have

its owm Pontiac convertible. No
longer can we lie to visitors and
tell them we use it to take the sec-
retaries out to lunch, No longer
can we drive along the lake bed and
pass the airplanes in flight,

Purchased originally in 1962, the
Pontiac was used to tow the M2-Fl
lifting body on the ground, Because
of the M2-Fl's weight, a lot of power
was required to get it up to flying
speed. For this reason the Pontiac
was selected, because of its power -
ful engine. But its basic engine
still wasn't enough,

So the Pontiac was taken to a
- garage specializing in increasing
. performance. Special racing tires
. were added. When fully modified,
including roll bars and radio equip-
ment, gasoline mileage wasn't so
good, about 4 miles per gallon,
: But by itself, according to driver

Walter Whiteside, it was capable of
hitting speeds of almost 140 mph,
With the 1000-1b, M2-F1 lifting body
in tow, it could get up to speeds of
(Continued next column)

employees involved in rioting. It
states that an individual shall be
ineligible for federal employment
for five years if convicted by any
Federal, State, or local court of
competent jursdiction of -

(1) inciting a riot or civil dis-
order; .

(2) organizing, promoting, en-
couraging, or participating in a riot
or civil disorder; .

(3) aiding or abetting any
person in committing any offense
specified in (1) or (2); or N

(4) any offense determined
by the head of the emplqying
agency to have been commlttf:d
in furtherance of, or while partic-
ipating in, a riot or civil disorder.

Joe Vensel (left)
shaking hands with
Walt Williams in
1956. Whiteside
worked closely
with Vensel before
and after coming to
NASA in 1960.
(E56-2461)
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Three Pijlots

Make

Their

First M=2 Flight At FRC.

Three pilots, including the first
man to fly faster than the speed of
sound, made their first flights in
the M-2 lifting body research ve -
hicle this past week at the Flight
Research Center. The three pilots,
Air Force Colonel Charles "Chuck"
Yeager, NASA's Bruce Peterson
and Donald Mallick, underwent the
familiarization flights in the unique
vehicle under the direction of
NASA's M-2 Project pilot Milton
Thompson and project leader Vic-
tor Horton., Until this time Milt
Thompson had been the only man
to have flown the M-2,

Col, Yeager, who is now the
Commandant of the Aerospace Re-
search Pilots School at Edwards,
made history when he became the
first man to exceed the speed of
sound. He piloted the -Ajr Force-
NACA X-1to a speed of 700 miles
per hour, Mach 1.06, on October
14, 1947. wHis top speed in_the
M-2 probably did not exceed 125
miles per hour.

No stranger to flight in unigque
vehicles, Bruce Peterson is the
current project pilot on NASA's
paraglider. He has made more
than 120 flights in the unpowered

research vehicle with which NASA
is evaluating the flex-wing concept
for possible use in the recovery of

space vehicles and rocketboo sters,

Don Mallick, a research pilot
formerly with NASA 's Langley Re-
search Center, is also currently
assigned as co-project pilot on the
airborne variable stability program
that the Flight Research Center is
conducting with the Jetstar air-
craft, .

The M-2 was towed to an alti-
tude of about 12,000 feet by an-
other aircraft, a C-47. It was then
released for glide flight back to
earth., The lifting body concept is
under study by the Center and other
NASA facilities as apossible future
Space vehicle that is capable of
landing on ‘earth under pilot
control,

Co-Ops Return To School

Eight students from Iowa State
College are returning to their
school after spending six months at
the Flight Research Center as part
of the NASA Co-op Student Trainee

Program. The students, Richard
Woodword, John Merris, David
Klinger, Eugene Strand, Allen

Clark, Sheryll Goecke, Emma Jay-
cox and James Cooper worked in
various technical Capacities at the
Center. " After six months of
school, the students will return to
the Center for another . 8ix months
of on-the-job training,

95

The Pontiac and
M2-F1 on the
lakebed, ready
for another tow
flight. Whiteside’s
background came
in handy when

. a tow car was
' needed for use

in the program.

. (ED96-43663-1)
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Tour aecaaes without interruption. The first research aircraft Reedy worked on was the
X-1E. He began working at Dryden in 1957, first as a NACA employee, transferring to
NASA when it was established, and finally as a contractor. The end result of a career like
Reedy’s is that ensuing support personnel have a body of experience, an “institutional
memory,” to draw upon for each new project to which they are assigned. The task at
hand may be something no one has ever attempted, but with the magnitude of experience
Reedy and others like him had contributed to the knowledge base, potential solutions
soon present themselves. In 2006, Reedy was awarded a NASA Exceptional Public
Service Medal for “a lifetime of innovative technical achievements on generations of
NASA flight vehicles, from the X-1E and X-15 to the space shuttle orbiter.”
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New to the gtation during the past two
e:
;:Tfizlismal(;a Swope, clerk typist ilf‘ Personnel
from Boulder, Colorado; Don 1_:. 'WZLlSOD, aqb
Aero Test Technician in Experimental ita -
ility and Control; Alan F. Gaffaney, .exro
Test Technician from drinds, Caiifornia;
1t. Ronald Tembor, Aerona?tical Resc?a.rch11
7 Engineer, previously stationed at Mlt(.:hi L
Field; Jo Ann H. ‘pougherty, clerk ty‘plz ‘
‘in Procurement and Supplys from Lancaster;
Barbara E. Starr, of Palmdale, & it.:lerk
Typist in Flight Operations; Sylvia M.
Wright, clerk typist in the Library,
iiving in Lancaster; J erry S. Reedy, ns
1iving at Edwards, aviation metalsmith;
Nancy L. Haley, elerk typist 1n Procx:lremen
and Supply from Lancastegland Natalie ce
Tambor, Library clerk, 1iving in TLancastexn
Formerly of New York. .

i Q: Let’s begin with your back-
ground. Tunderstand as a child you
built real airplanes?

': Yes. I used to come home from
school, and there would be a flap
_or an aileron or something lying on
y bed. I'd ask my Dad, ‘What’s
that flap doing on the bed?” He said,
Son, that’s gotta be fixed before
you go to bed tonight.” So T'had to
help him out a lot, I guess, and he
?nelped me out a lot too.

|Q: This was in the 1940s?

- Yes. About 1942 and up to 1945. In 1945 my father bought 350 AT-
11s and some AT-6s [trainers]. He restored them and sold them to South America. So I had
to help them a lot on those.

Q: What was your education?

A: Well, I finished high school and then I went in the service. When I got out of the service
I put two years into college. Then I went to welding school, and then NASA sent me to
aircraft and missile welding school to get certified. Then I came back and I did welding
there. Then I was over [at] the sheet metal shop for quite a few years. When they asked me
if 1 wanted to take over the sheet metal shop I told them that the only way I’d take it over
is if they’d let me keep working on the airplanes and do things that I’d been doing before.
So they agreed to do that, so I kept that. Then I told them if I had to I'd take my homework
home at night and do my paperwork, and then I could do my other things at work.

Q: I understand the first project you worked on was the X-1E. Could you describe what
you did?

A: Yes. When I first hired in here I came here at about three o’clock in the afternoon to see
if I could get a job. They said, “Yes. When can you go to work?’ And I said, “Well, right
now.” And they said, ‘Well, it’s almost quitting time. Be here in the morning at seven.’

So I came back at seven and I did my physical at the Air Force. Then when I came back
they called me out to the X-1E and wanted to know if I could put a floorboard in it... The
control cables and everything [were] open. So I looked at it and wheels started turning in
my head, and I said, ‘Yes. I can do that.’ They said, ‘Okay. Go ahead and do it.” So I went
ahead and I made it all up. Then I had a boot made for the stick and [it came] out real

good. Then later on I found out that they had money bet that I couldn’t do it, because three
other people had tried starting it and they never got it finished.

Q: And, of course, with the cables exposed there was always the possibility of them get-
ting jammed from something falling in there.

A: Yes. They would take the catwalk [in the B-29] back to the X-1E when they put the
pilot [in]. If the crew chief dropped anything out of his pocket down inside of the aircraft it
would get under the cables. They’d have to cancel the flight because they couldn’t find it.
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FOUND: lue and silver
Parker percil. Contact

Tom Baker, ext. 41701.

WANTED: To Jjoin car pooi from
J=14 and 10tk Street West in
Lancaster. Confact Elva

Lilley, ext. L6531,

ATTENTION SINGLE FEILOWSI
WANIED: To share two bedroom hduse
(furnished) at L4143 N. Fig Street,
Lancaster. $70 per month (rent,
utilities, and cleaning woman twice
a month). Only nominal references
required. Call: Whitehall 2-3057
See: Alan D. Brown
(Research Engineering)

FOR SATE: Apartment size G. E. electric
range, white, 4 burners, fuli size over.
Used about 1 year. $70. Jack Albers,

19361 or Windsor 7-38k42.

WANTED: One-year old dachshund (male) needs
2 good home with children to play
with. Has had shots, etc. See
Bob Rhine, Photo Lab, ext. 46211.

*SKYROCKET*® STORY TO BE ON TELEVISION

The Douglas "Skyrocket" D-558-IT project story will be presented on "“Navy Log" on
Wednesday, May 8, immediately following the "Disneyland® series.
Much of the film work for the Presentation was done at EAFE lr;st November.

Then they’d have to take the pilot out and then walk back up and then come back and land.
Q: You couldn’t just put a floor in there. It had to have clearance. It couldn’t jam the cables.

A: That’s right. Also, it had to fit the seat too. So it had to drop down to go underneath the seat and g0 up to where
the rudder pedals were.

Q: So it wasn’t just a flat plate.

A: No. It wasn’t a flat plate. Also, the sides of the aircrafi are rounded and it tapered to the front; you had to add
structure in there to hold that up too. So it took a little while but it worked out real good. It is still in there today.

Q: When exactly did you start working here?

A: It was in June 1957.

Q: That was toward the end of the D-558-II program.
A: Yes.

Q: Did you do any work on it?

A: Not the flying one. But they had a lot of panels missing, so when they shipped them out of here they wanted
to put all the panels and stuff back on that was missing. So we did a lot of panels to get them ready to go to the
museum.

Q: You also worked on the B-29 drop planes, is that correct? What did that involve?
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A: Well, part of it was that one of the props came off and Base Devises New
went through the side of the airplane. There was still some - Pl
major stuff needed to be done on that that they hadn’t Civil D ef ense an

. . . . Arrangements have been completed for NASA
finished. I did a lot of work on that and just a lot of routine employees to join with the Air Force Flight Test

maintenance and stuff over the years till they got rid of Center inca Civil Defense Survival Plan,

K AFFT! Civil Defense officials have estab-
them.... All the time I was here, any panels to be replaced Or [ lished a pian to evacuate all Edwards personnel
instrumentation or anything [that was] put in it-we had to Z::nfeg‘;‘“j:“;;er;:nzhe Sorax Mine tn Boron in the

. . Yo nce no unds are avalla-
do that, and keep up the maintenance on it as long as they ble to stock food supplies and other necessary
11ad.ﬂnen1 items, a base-wide collection will be made from

military and civilian personnel on Jan. 2.

FRC employees who wish to participate in the
. . . R plan are requested to contribute $1, This will
Q: What did you do in connection with the X-15 program? provide sufficient supplies for the employee's
family for a period of 14 days,
) . Payments should be made on Jan. 2 to the em-
A:1did a lot of maintenance on the X-15. But when they ployee’s time and attendance clerk or to the Ad-

first came here we got the B-52, and the pylons to hold the g::rl;i:ii:dlvlel:i::?:igtpgi.z;:wh: §Zfie§h2 i;laiai‘.a
X-15 [were] NASA’s responsibility and the aircraft was Air |, further Infornation on this plan may be ob-
g eqe . . . e ice.,
Force’s responsibility. So I maintained those. At the time, :
the Air Force kept the airplanes in their hangars. So we had
to go down there to work on them. So we took our tool box stuff, stayed down there and
worked on them. Then when they came up here, [ worked on the X-15s. They told me
they needed a work stand for the seats because they had to extend the stabilizer arms—so
when they blew the seat out, that the arms would come out and stabilize it at high altitude.
So they asked me to make a work stand. So I made a work stand for that. Then after that I
had maintenance on all three of them, all the time we had them. Then we did some leading
edge work on it. So I had to make some segments out of Inconel-X for the leading edge.

Q: Was that when the skin got too hot, and expanded?

A: They cut the leading edges, and then we made some special segments to go on there so
it could expand.

Q: On Pete Knight’s flight-the Mach 6.7 flight-there was the burm-through on the lower
fin. Could you describe what happened?

A: Yes. We made this ramjet out of about 3/8 [inch] plate steel. It was a dummy ramjet and
we hung it on the bottom of the X-15 to see how it would work. When it came back, we
pulled it down in the old paint hangar and got to looking at it. T don’t know really what
happened, but it burned a hole through that 3/8 plate like a cutting torch went through
there...Kind of amazing how it burned through that 3/8.

Q: What were some of the other things you did on the X-15—just a few examples?

A: A lot of the instrumentation. In fact, the biggest part

of the instrumentation had to be added. There wasn’t PARESEV TUMBLES. .

much room in it to add a lot of instrumentation. They :
; 3 H Bruce Peterson, aeronautical research pi-

ha(.l the mstrume;ntahon b.ay’ and everythmg had to go lot, received minor' injuries last week when the

inside there. So it was quite a job, because only one guy FRC paraglider went out of control and crashed

; : W on Rogers Dry Lake during vehicle tow tests....
at a time could get in there, so we had to share it with The DRRESEV ie being rebuilt and is expected to
everybody else. fly again next month...Pilot Milt Thompsen had
made several successful free flights the day
. . before the accident, being air-launched from a
Q: You had to shoehorn equipment in. Super Piper Cub as high as 2200 feet.
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EX-PRESSIONS

PARESEV.,.

Stands for paraglider research vehicle and
you'il be hearing and seeing more about this odd-
looking vehicle later...It was built by FRC from
a design by Charles Richard of the Vehicle and
Systems Dynamics Branch.,PARESEV will investigate
flare characteristics of a similar recovery sys~
tem designed to return spacecraft and boosters to
Earth..,Research Pilct Milt Thompson has been se-
lected to pilot the vehicle..The project is being
managed by Vic Horton...(X-PRESS had no available
pictures of FARESEV this week),

PARAGLIDER IDEA

Center Director, in a recent

TOPIC OF MEETINGIRSN "

engineer who conceived the memorandum  encouraged supervisors

to use a libw
eral . > :
idea of recovering the Saturn boos- e w::nisielgzge 52#39{- durlnngecember...wlth
. € t 1tions and prospects for
ter by means of & paragllder vl more rainy weather, it's a good time to use that
be in Antelope Valley this month to leave you might otherwise lose,
he

ess the 1local chapter of t
addr_ Sciences. IN TIME FOR HOLIDAYS...
Institute of the Aerospace oS¢

Francis M. Rogallo, head of Lan-

' Mr. and Mrs. Leslie Leer (Bendix embl t
gley Research Center's TbylO-foot :e Ely high range site) are the parentspo;y:en:w
wind tunnel, will speak to local son, Leslie Lewis IV, born Dec. 3 and weighing 6

IAS members and guests on March 28 . 1bs. 5 oz...Leslie is the Leers' first child,
at the Antelope Valley Country Club
starting at 8 p.m. Dinner will be
preceded by a social hour at 7 p.m.

The paraglider is one of several
systems being studied as a means of
recovering the huge Saturn booster, FOR SAIE - 1957 Plymount h-door station vagon,
now under development by NASA's 18,000 mlles, power steering and brakes. Good

. r at . condition. $2295. Don Wileon, Ext. 41971.

Marshall Space Flight Cente WANTED - To Join car pool from’Lancaater,

Huntsville, Ala. VicInity of 15th Street West and Avenue J.
The Seturn would be attached %o Ray Jackson, Ext. 45191.

the paraglider and, prior to re- FREE - Black cocker spaniel pupples (males),
lease, would be folded longitudi € weeks old. Florence Doull, Ext. 43261.
elly between the booster's outer FOR SALE - Toy poodies, 6 1/2 weeks old,
anks. After ejection, the booster pedigreed, ARC registered. $150. Jean

- i ted Simpson, Air Force Reps office, or 124k
ould be guided to & pre-selec Avenue x’mz, Lancaster. ’
landing area. .

‘Further information may be ob-
tained from Jim Martin, ext. '28291.

BACK FROM SCHOOL. ..
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A: Yes, and then if somebody else had a little more prerogative than you—so we’d try to
get out there early in the morning, to get in there before somebody else got in there.

Q: The paraglider research vehicle was NASA’s home-built research aircraft. What was

your involvement?

A: Howard Curtiss did the welding on it and I did the biggest part of the fitting of the
pipes and stuff to make it. The machine shop made some of the cable pulleys and stuff,
and we made the whole framework out of 4130 tubing and put tricycle landing gear

on it. But at first Milt Thompson came to me and he
says, ‘Hey, Jerry, can you make one of these?” And he
showed me a picture of a lawn chair with three little
wheels on it, like a triangle with wheels on it. It had

a parawing on top and it had a tilt stick coming down
to steer it with. I laughed, and he said he went back to
this college to see about this and he wanted to know
if we could build one. I said, Yes, we can build one.
And he said, ‘Well, we don’t want it built out ofala
chair.” They pulled it by car to get it in the air.

Q: One story I heard was that the blueprint for the
framework was chalk marks on the floor. Was this tru

A: I don’t remember exactly, but I'm sure it was be-

cause most everything we did, there was hand wavin
They’d just do it on a piece of brown paper bag—just
rough sketch, and then we would get it made and the
engineering would okay it.

Q: So, very little in the way of formal blueprints.

A: It was *do it and get the job done.” If it works, that’
it-if it doesn’t, we’ll do it again.

Q: Don’t worry about reams of paperwork, in other
words.

A: No, no. We got a lot done too. And in most cases it
worked. Sometimes we didn’t and we’d modify it and
go again.

Q: And direct contact between the engineers and the
shop people.

A: Direct contact. Sometimes they would call you on
the phone and they’d ask you how you would do it an
then you’d tell them how you thought you would do i
Sometimes they’d say, ‘Okay. You go ahead and doit
We’ll cover you later on the paperwork.”

Q: The M2-F1 lifting body was also home-built. What:‘

was your part in that?

FRC PARAGLIDER

A demonstration flight of the paraglider
for meinbers of the press was made on Sept.
13 at the FRC. The Paresev (Paraglider Re-
search Vehicle) is being used by FRC engineers
for study of its flight characteristics and the
possible use for future vehicles.

Although there are similar parawing con-
cepts, the Paresev is the first manned vehicle
designed to be towed aloft and released like a
conventional glider. As such, its flight pro-
gram is providing much valuable flight data
from the three following main areas: flare
and landing capabilities; stability and control-
ability; and pilot training,

Having no power plant of its own, the
paraglider was towed to an altitude of 5000
feet by a Stearman Biplane. Released, the
craft was flown back to the Rogers Dry Lake
bed in three minutes by FRC's project pilot,
Milton O. Thompson. .

The unique vehicle, weighing 660 pounds
with pilot, is constructed of tubular steel and
is topped by 150 feet of dacron, which serves
as its wing and control surface. Pilot Thomp-
son controls the flight path by tilting this wing
up and down, and from side to side, calising
the paraglider to follow a selected course on
its glide to a flared landing. The paraglider
is certified by the F.A.A. as an experimental
aircraft.

Possible uses of the paraglider concept
include recovery of future spacecraft and rock-
et boosters.

Paresev was built at NASA's FRC by
FRC personnel. It was designed by Charles
H. Richard of FRC's Vehicle and System Dy-
namics Branch. The Project Leader for this
unique vehicle is Victor W. Horton.

Other members of the Paraglider Pro-
ject include: Frank Fedor, Dick Klein, Le-
Roy Barto, John Orahood, Garry Layton and
the members of the Maintenance and Manu-
facturing Branch.

An examination has been announced and
applications arebeingacceptedby the Civil Ser-
vice Board, NASA FRC, for the position of Re-
search Instrument Systems Mechanic. For
further information, see the Personnel Officer.




A Alot of that was metal work too. It had a metal tube frame in
it and then the outside [shell] was made out of real thin plywood.
:t was started here and it was finished over at [the] El Mirage [air-
ort]. A lot of woodwork went in it. We mounted the little rocket
on the back, and made the canopy and stuff like that for it.

Receiving his check out in
the paraglider last we?ek Was
Major Virgil "Gus'" Gr1 s.som
from NASA's Manned Spacec,rjaf_t‘
Center in Houston. Starting with
some familiarization flights ina'’
glider at Tehachapi, and then
some actual flights on the lake
bed being towed. by both automo-
bile and airplane, Major. Grissom
was always under: the watchful
eye of FRC's Milt Thomnipson,
his mentor during this check out

procedure.

: The story I heard was that one corner of the hangar was walled

tf with canvas, and a sign that said “Wright Bicycle Shop” was
put up.

: Idon’t know who did that, but it did say bicycle shop-yes.

What did you do on the XB-70?

A: T did a little instrumentation work, but I did a lot of work on the afierburner cans. They
had them done back in Florida or Alabama-1I think it was Alabama. When they got out
here they wouldn’t pass inspection. So we didn’t have a big enough drill press, so we had
to use a drill press at the Air Force. It had to drill out all the old rivets, and then put them
back in. But we had to have a special rivet gun. It heated the rivets up to a certain tempera-
ture and then drove them. So they had a bucking bar with an electrode in it and the rivet
gun and when you pulled the trigger it made contact. It heated up the rivet and you could
drive it. We had to do every one of those over that they sent out here.

Q: It was a special, high-temperature metal.

A: Yes. So that’s why you had to have a special gun made to drive the rivets, otherwise
you couldn’t drive them. I think that was one of the problems back there, because they

[the rivets] were all bent over when we got them and they wouldn’t pass inspection when
they got here.

Q: T understand there were a lot of problems with the number one aircraft, such as the skin
peeling off in flight. Do you remember anything along these lines?

A: 1 don’t remember too much about the skin peeling off. In the number two aircraft they

spilled some acid. Somebody didn’t say anything when it was being built and it ran down
in the wing root and ate that away. I don’t remember what they did, but the manufacturing
people went in there. I don’t know whether they added something or what, but it was done

when they were building it and nobody down at the factory said anything, I guess. When
that etching acid ran in there, it started eating the material away.

Q: You talked about installing instrumentation. This was the recording equipment, the

instrument panel cameras—things like that, What all was involved putting it in the aircraft?
You had to connect it up?

A: The electrician did all the electrical part and we mounted it so they could get the wires
run to it and then position it where they wanted it in the aircraft. I remember [ mounted
some rakes on panels that went underneath the airplane.

Q: You mentioned once that you saw Joe Walker the morning of the XB-70 accident.

A: Yes. Joe Walker. I met him when I first came here. T had the antique car and he al-
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XB-70 To Become Joint AFINASA ‘Projec.f

The 2000-miles-per-hour XB-70
jet will be flown in a joint project
for the aeronautical research pro-
grams of the Air Force and the
National Aeronautics and Space
Administration, beginning next
spring.

NASA and the Air Force have
made an agreement for extended
XB-70 flight research to obtain
supersonic operational flight in-
formation which is impossible to
get in ground facilities.

Information collected in the
joint program would be more fun-
damental in nature than the design
configuration data being obtained
in the Air Force's flight evaluation
program. The joint flight pro-
gram is scheduled for first prior-
ity. Both NASA and AF pilots will
be used.

Objectives of the joint program
are to obtain information on aero-
dynamics, structures, and opera-
tional factors concerned with flight
of large transport-type aircraftat
speeds up to 2000 m.p.h. Among
the itemns of interest are skin fric-
tion, stability and control, drag,
loads,
thermal environment, sonic boomn,
landing and crew workload.
expands

boundary layer flow, air

The new program

NASA's interest in the XB-70.
NASA assisted Air Force in the
conceptual and development phases
of the project. NASA recently in-
stalled more than $2 million worth
of scientific instruments, record-
ing equipment and other gear in
the two XB-70 airplanes to obtain
information about flight character-
istics of large supersonicaircraft.
This information is of value to the
national supersonic transport pro-
gram. NASA has $10 million for
the work in its FY 1966 budget.

The NASA Flight Research
and the Air Force Flight Test
Genter will have joint responsibil~
ity in managing the XB-70 experi-
ments.

¢C. W. Harper, Director of
Aeronautical Research in NASA's
Office of Advanced Research and
Technology, said the XB-70, built
by North American Aviation, Inc.,
is the only existing airplane ap-
proximating the size and weight of
the projected supersonié transport
and able to fly at speeds up to 2000
m.p.h. XB-70 No. 1 reached a top
speed of more than 2000 m.p.h.
Oct. 14, 1965. Two XB-70s were
built and are flying regularly.

Extensive military and com-

mercial flight experience has pre-
ceded development of all classes

of commercial airliners, but even

military flight experience in the
supersonic

range is relatively

limited. Harper explained.

Flight research in the XB-70
pro.gram will be concerned with a
variety of problems of operation
§§fety, stability and control. Th’e
Joint NASA-USAF effort will use
an assortment of
including
ary-layer
crophones,

special gear,
thermocouples, bound-
rakes, cameras, mi-

accelerometers, and
of‘.her instruments in the two XB-70
a?rcraft,  together with data analy-
sis and reporting.

ways attended antique car rallies that we had. So I knew Joe pretty well. T was over at

the maintenance office early one morning, right after I came to work, and I was standing
there looking out. It was really, really nasty weather. It was bad, cloudy and real windy.
He came along and he said, ‘Hey, Jerry, it’s a bad day to fly.”I said, “Yes. Are you going
to fly?” He said, ‘I've got to fly. They’re going to take some pictures.’ I said, ‘Boy, it’s a
bad day to even take pictures, looks like to me.” He said, “Well, we’ve got to get it over
with.” That was the last time I talked to Joe. Joe was really, really a good guy as far as I'm
concerned. The public liked him. He was a well-known figure around here in those years.

Q: What was the mood after the accident? What was the feeling?

A: Tt was real sad, really. It was really, really sad. For quite awhile it was sad. People
didn’t say a whole lot because it came as a shock, I guess. It [the photo flight] was sup-
posed to be for [General Electric]. All the aircraft that were flying [in the formation] had
GE engines. Joe was a good pilot. He was a good guy, a real good guy—good pilot. The
F-104 evidently just porpoised up into the back of the XB-70. I don’t know really, really
what happened-whether wind currents or—you get odd weather when you get that close
behind the airplane. They had to get pretty close to get all the airplanes in.

Q: You touched on this earlier, but what were the procedures during the 1960s on fabricat-
ing equipment? I get the sense it was fairly casual.
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A: When I came here we never had much equipment or a lot of tools. You had to make

a lot of your own tools and stuff to do jobs with. So I had a couple hundred pounds of
bucking bars. They didn’t have hardly any bucking bars here because when it was NACA,
it was kind of operating on a shoestring because they didn’t have the budget that they had

later on.

Q: What’s a bucking bar?

A: A bucking bar is to buck rivets with, to hold the airplane together.

Q: You put the bucking bar on the back so this keeps the rivet from going back out.

A: Yes—and put the rivet in and use the gun to drive the rivet.

Q: But almost anything that you needed you made.... And it took a lot of give. People
had to communicate with each other and get the job done and that’s what they did.

Q: And forget the paperwork.

A: Yes. You know, you had the paperwork eventually cover it, but it wasn’t the idea it
takes three months to get the paperwork to do an hour’s job.

Q: What did you do on the YF-12A program?

A: The YF-12A? When I first went on that program I had to go into the systems. I went to
school to Lockheed and the Air Force, and I worked about a year with the Air Force and

Center Begins Joint YF-12 Program

A joint NASA/Air Force YF-12
flight research program has been initiated
at the Flight Research Center. " Gene
Matranga is project manager for the
Flight Research Center.

Under terms of the program, the
Air Force will make available the two
YF-12A aircraft presently in flyable stor-
age at Edwards. Also included will be
necessary spare parts and associated ground
equipment, base support at the Edwards
installation, and Air Force maintenance
personnel.

NASA wilt budget.for and fund the
test program in an amount estimated at
$10 million through Fiscal Year 1974.
NASA has requested funds for the pro-
gram in Fiscal Year 1970, and, in addition,
will use about $4 million made available
by completion of the X-156 and XB-70
flight programs.

Recent termination of the XB-70
program has left NASA and certain por-
tions of the Air Force research and de-

velopment community without a suitable

supersonic cruise research aircraft. The
two YF-12A aircraft wiil help fill this re-
search and development gap for both
agencies.

The Air Force is seeking additional
data on operational factors, development
of procedures and establishment of limi-
tations relating to command and control
problems, and establishment 6f possible
bomber penetration tactics against an in-
terceptor with the YF-12A performance

.and capability.

NASA is seeking data on altitude-
hotd at supersonic speeds, boundary layer
noise, heat transfer under high-speed con-
ditions, airframe propulsion system inter-
actions involving effects of engine inlet
performance, and other performance and
handling characteristics.

The new program is divided into
two phases, with Phase | under Air Force
control. This phase began with the re-
cent signing of the Memorandum of
Understanding, and will last for approxi-

(Continued next column)
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Lockheed before they’d give NASA
..an airplane. But when they did give

us an airplane-my understanding
‘was that we had to build them an
instrumented airplane before we

mately two and one-half years,

For the NASA-controlieg Phase ||
one of the YF.124 aircraft  will
loaned to the Center about six months
E a.fter Ph.ase I begins, Ajr Force wili pro-
g ;/4de maintenance and ajr Crew personne)
|
1

be

or both aircraft for the first six months,

, T.hereafter, NASA wilt pProvide most ser-.

| vices and personne| for its on-loan air-
. craft. Contractor support will be provided
for both phfases of the test program
. Joint USAF/NASA support pro-.
vided wil} include mission planning, data
reduction, reporting, test operations’ and
range and chase aircraft as requ’ired.




could get one. So I instrumented that aircraft, along with some Air Force personnel. Then
we got ours, and then I did all the instrumentation on ours. But I think shortly after we got
our YF-12A the Air Force crashed theirs. But when we got ours we had to go inside the
fuel cells and cut holes and run tubing to run wires to the instrumentation on the other side
of the wing. It was hard, hard work but, boy, I enjoyed it. I enjoyed every minute [ worked
on the airplane.

Q: What were the demands of working with titanium and heat-resistant, non-metallic
materials on that aircraft?

A: It’s real funny. The titanium is really strange because on that type of airplane they had

two types of titanium. They had titanium A and titanium B. The B you could work with a

little—it was forgiving—you could fold it and get a radius on it. But the A was really, really

hard to work with. It would break. As far as drilling, you had to

have special drills to drill it at real slow speeds. So we had a drill .

motor that had two speeds on it so we could drill it. Then we had c 0" - T" a , , =

to use titanium and stainless rivets in them. S u

to hvm Horton, F_“ght Operations, went

'sc ool for survivaj training prig

flying in the vF.12 program r to

located hijs shoulder while
life raft ‘

Q: One story I heard was that you couldn’t use pencils on the
titanium because the graphite would etch the metal.

He dis-
falling oyt of a
....... Bili LePage’s, Flight
won hijg Army Wings
O Asia as a helicopter

Syste.m.s SR Ralph Pernula’s, pat,
» SON is the starting center on the

University 9f Wyoming’s football team
o Recewing Special Achievement
ality Increase Awards |ast quarte
were'B.ea Corrington ang Claude Favreaur
édmnn.lstration; David Gardner, Research"
S ::l]:sm;l aI::arkey, Biomedical Programs;
e, Data Systems; Allen Kiom-

mhaus, Robert Allen, Clarence Haj
Alfred Walsh, Charles Linn, Ralph ¢j o
and Larry Barnett, af| of Flight O o

A: Yes. On the titanium you had to have a special pencil to
write on it. Also, you couldn’t use any cadmium plating. All the
tools had to be chrome-plated, or if they were cadmium we had
to strip all the cadmium off of the tools. I saw where somebody
had put a cadmium washer on the aircraft. When [the aircraft]
came back, the whole bolt was gone and there was a hole
where it was put on.

and is on his way t

Q: One story I heard was that Lockheed found out that the
chlorine in the Burbank water system was causing welds to
fail immediately. They were washing the metal in the tap wa-
ter and there was a reaction with the chlorine in the water.

A: You’re supposed to use distilled water to wash it with.

Q: What about like the fiberglass on the wings’ leading
edges?

perations.

A: The YF-12C [SR-71A] had plastic panels—what they call plastic—which were re-
ally made out of pressed asbestos. But we had an experiment they called a ‘cold wall’ that
they hung on the bottom of the [YF-12A]. They had this cold wall-like a big old cannon
mounted on the bottom—that hung down, probably six, eight inches. It was about 12 or
14 inches diameter. We had to chill that down as cold as we could get it and then go up to
altitude and blow [the cover] off and see how long it took for the metal underneath it to
heat up. Lockheed had come up with some rubber to glue the bottom of the airplane—high-
temp red rubber-because when that tile blew off it would punch holes in the fuel cells in
the wings. So they put that rubber on and it didn’t work. They couldn’t figure out what to
do. So they had a bunch of engineers from Lockheed come up.

One day I was going to eat in the chow line, and Bill Albrecht was there with maybe 10
or 12 people from Lockheed. They were sitting there talking and I’'m just standing in line
and bobbing back and forth against the wall. Then Bill says, ‘Hey, Jerry, have you got any
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YF-12 Cold Wall
Flights Ended

October marked the com-
pletion of the flight phase of
the YF-12 Cold Wall, hollow-
cylinder experiment and the Y.F-
12 inlet airframe interaction
flight-test program.

YE-12 No. 935, which car-
ried the Cold Wall, will continue
to fly lower surface bound‘ary
layer research missions until it
is put into storage at the Dryden
Flight Research Center in Jan-
uary. Prior t0 this, itis scht.ed-
uled to taxi-test a new landing
gear control system the week
before Christmas.

The Center's other YF-12,
No.937, is being modified with
the Co-operative Air Frame Pro-

pulsion Control System (Co—-op).
The system, which willbe flight-
tested in March 1978, utilizes
integrated control technology

combining the autopilot, auto-
throttle and inlet control into a
single coordinated system.

The integrated unit will per-
mit supersonic cruise aircraft to
maintain Mach number and al-
titude with much greater pre-
cision than was previously pos-
sible, test researchers report.

Co-op is designed to mini-
mize ‘‘Mach and altitude ex-
cursions’’ induced by atmospher-
ic disturbances on supersonic
aircraft. Such excursions can
cause aircraft performance loss
and create air traffic control
problems.

Additional plans in the over-
all YF-12 program call for the
aircraft to be flown by almost
all the Center’s research pilots.
Currently only Fitz Fulton and
Don Mallick, along with flight
engineers Vic Horton and Ray
Young, are flying in the triple-
sonic craft.

"*Our " research pilots gain
valuable experience and broad-
en their background by flying
a large variety of aircraft,”” ex-
plained John Manke, Chief of
Flight Operations. ‘‘We want
the opportunity to provide our
pilots the experience of flying
this very unique, high perform-
ance aircraft.”’

LI L. OrtLs el
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Propulsion Branch of Research’s
Propulsion and Performance Di-
vision, indicated that an impor-
tant part of the program would
be a special seminar to report
on data obtained from the YF-12.
The seminar is now in the plan-
ning stage, according to Albers,
and is scheduled to be held
here next summer.

Basic purpose of the YF-12
program, which began here in
1969, is to obtain information
from sustained cruise flight at
Mach 3 (approximately 2000
mph) and at altitudes in the
80,000 foot range. Data ob-
tained from the program is being
used to provide the technology
necessary for the development
and operation of future super-
sonic aircraft.

National Aeronautics and
Space Administranion

Hugh L. Dryden Flight
PO. Box 273 g Rgsearth Conter

Edwards, California 93523




Following a May 10,
1967, crash, the M2-F2
lifting body was repaired
to make it flyable again.
The Dryden metal shop
assisted in the effort by
producing a large number
of ribs.

(E-16781)

idea how to fix that?’ I said, ‘Yes, Bill, I know exactly how to fix
it.” He said, “You do? How would you do that?’ I said, ‘Well,
already figured it out, Bill. First I’d put RTV ! on the bottom of
the aircraft, then I’d put a copper screen on it and then just build
up the copper screen with red RTV, which is real high-temp.’

He says, ‘You think that would work?’ I said, “Yes, I know it
would work, Bill.” He says, ‘How would you attach it?’ I said, ‘1
already figured it out. I've got metal stuff cut and everything. I
already know what to do.” He says, ‘Well, I’ll let you know this
afternoon.’ He called me about two o’clock in the afternoon and
I already had all the parts cut and everything. He said, ‘Go ahead
and do it.” They did it and it worked perfect. I got 50 dollars for
doing it, so it worked out perfect. After that what would burn off,
we’d just add more back on and come back.

Q: Were there any other projects that spring to mind?

A: Well, the HL-10 lifting body [at Dryden] on the pedestal-we
completely redid that. It went down to L.A. and they dropped it
65 feet—it hit upside down.? When they brought it back, I under-
stand that they wanted $3 million dollars to restore it. ...at the
time I was over at the sheet metal shop and I said to pull it down
there, and in our spare time we’ll restore it. They sent a guy out
from Smithsonian and it [the HL-10] evidently belonged to them
because he wanted to see what [we] were going to do. And he
asked me not to drill any new holes in it. I could utilize anything
in it that was already there to mount it.

Q: When the M2-F2 crashed-Bruce Peterson’s accident—the
structure was very badly damaged. Were you involved in the
restoration and the conversion to the vehicle?

VOLUME 11

Damaged Lifting
Body to be
Partially Restored

Authorization has been given by
NASA's Office of Advanced Re-
search and Technology to partially
restore the primary structure of
the M2-F2 lifting body to permit its
removal from the inspectionjig and
return to the Flight Research
Center.

After the M2 lifting body was
damaged in a landing accident on
May 10, 1967, Northrop Norair
made a detailed inspection to de-
termine the extent of the damage.

The inspection required removal
of the outer skin and portions of the
secondary structure. The primary
structure was placed in a jig to
check alignment and to determine
what parts were reusable. The M2
is still in the inspection jig pénding
completion of the inspection, which
is expected in the next 60 days.

The M2 structure is expected to
be returned to the Flight Research
Center in late summer where it
will remain pending a decisionfrom
the Associate Administrator, NASA
Office of Advanced Research and
Technology, on its future. This
decision will depend on the results
of studies, now underway, which
will define the future research
work required for lifting bodies on
the basis of the flight results and
other experience obtained from

both the M2 and HL-10.

1 RTV stands for “Room Temperature Vulcanizing,” a flexible plastic material that

comes in a tube and is used for sealing, as adhesive, or in forming gaskets.

2 The HL-10 was to be displayed hanging from the ceiling of a museum. As the lifting

body was being raised, the accident occurred.
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A: No. I think they sent it back to be done at Northrop. I know we made a lot of ribs. We
used to make our own ribs and then we’d heat-treat them. At times like that we’d geta
lot of people involved when we were slack on work. We’d teach them a little bit of metal
work too, or at least get them to help us.

Q: So you could do repair work or any work that was necessary on a project without hav-
ing to go to the contractor.

A: Yes. Also, in the 1960s, 70s, and maybe clear up in the 80s, the capability here was
fabulous. You could get anything made-anything, I don’t care what it was—or any problem
solved. They had engineers and people that could solve any problem or make anything.
And I mean they could make anything.

Only One More
Week To Go For
Summer Picnic

Next Friday is the last oppor-
tunity for all employees and con-
tractors of the Flight Research
Center to obtain tickets for the
1967 summer picnic at reduced
prices. If the tickets are pur-
chased at the entrance of the park
they will cost more.

Admission tickets will be re-
quired for all persons five years
and older. If purchased at the
Center from the division time and
attendance clerks, they will cost
50 cents apiece. If purchased at
the park, they will cost 75 cents
per person. )

The picnic, which is sponsored
by the Flight Research Center's
Employee Exchange Council, will
begin at 10:00 a.m. on August 5,
at the Soledad Sands Park. Fami-
lies planning on attending should
bring their .own lunches. Free re-
freshments will be served.

A full schedule of activities is
planned that should provide plenty
of fun and exercise for the whole
family. Don’t forget to bring
bathing suits as there isa large
swimming pool and a wading pool
for the small ones.

Q: You could do it all in-house.

A: It could be done right here. We had the knowledge. Then later on—I
hate to say this-but later on, it got where it got more [tight] and they
didn’t give the people the privilege of going out and doing the job-more
paperwork and more safety.

Q: You touched on this earlier. How have the processes you go through
to make modifications changed between now and the way it was when
you started here? More paperwork?

A: Yes. Modifications back in those days were hand waving, more or
less, and verbal-how to do it-or if you knew how to do it, go ahead and
do it. If it works, we’ve accomplished something—if not, we’1l do it till
we accomplish it. But nowadays I don’t think they start anything till they
get the paperwork. But years ago-I’ve been called by the Center Direc-
tor to do new jobs, like that sign in the front of the main building [on the
Dryden campus]. They wanted to take the “worm” [the NASA insignia
from 1975 to 1992] off before Administrator [Daniel S.] Goldin came
out here. So I got a call and they wanted to know if I could take care

of that problem for them. I said, ‘Sure, I can.”’ So 1 put all new stainless
up there, and made a “meatball” [the NASA insignia before 1975 and
after 1992] out of aluminum that stood out about an inch and a half, two
inches and then put the meatball decal on that part of it and then put the
lettering on. And it’s still there and it looks good. Also, Howard Curtiss
and I made all the stuff to mount the X-1E on the lawn—it was a lawn at
the time; now it’s rocks.

Q: Okay. What are the project or projects that you thought were the most

fun that you worked on over the years?

A: Well, they’ve all been really fun. I’ve enjoyed it, or [ wouldn’t be here now. [ enjoyed
everything I’ve worked on. But the hardest and the one I felt I accomplished more on was
the SR and the YF-12. It was really, really hard work. But a lot of times I stayed over on
my own and [did] work just to get the job done because I enjoyed it so much. The time
went by so fast that the day was gone before you realized it. I Just liked to keep going and

I kept doing it.

Q: And was that the most demanding or difficult as well, do you think?
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The X-1E — the first aircraft Reedy worked on — on display in front of
the Headquarters building on a snowy desert morning. Reedy built the
floor on the aircraft as his very first job. (E-7939)

A: You know, really, if you look back-1 don’t remember any really, really dif-
ficult jobs. I always got in and tackled them and most times everything came
out good.

Q: What do you see as the importance of the in-house fabrication? Flexibility?

A: Flexibility. If you can get the people to feel that they’re really involved in it
instead of just shipping them down there or something on a piece of paper-it
was a lot better when you could talk to the engineer. They had a lot of school-
ing but no hands-on experience, so that it made a lot of difference when they
came down [to the sheet metal shop].

Q: So they might have an idea, but they didn’t know the practicalities of mak-
ing it.

A: Of making it-the radiuses to use. Because the metal has to have radiuses to
bend or it will crack, or it’s stressed.

Q: Also, the difficulty of getting a part inside an airplane that is already com-
pletely filled with wires.

A: Oh, yes. I’ve had a lot of problems where you had to use a mirror to get
in to do some welding. You’re actually welding behind you or something.
It’s kind of a technique after you get used to it. But it’s backwards from what
you’re really doing, because the mirror is in an area where—

Q: It reverses the image.

A: Yes. But all the years I’ve been here—I guess that’s why I don’t leave—be-
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| EAA's museum in Wisconsin,

. registered as an experimental

To Museum

The Paresev, Paraglider Re-
search Vehicle, which began its
flight test program at the Flight
Research Center in 1962, was
transferred earlier this week to
the Experimental Aircraft Museum.

The aircraft is actually being
legally transferred-to the National
Air Museum of the Smithsonian
Institute. However, the Smith-
sonian, while awaiting the comple-
tion of their new building in Wash-
ington, D. C., has loaned the Par-
esev to the EAA for display in the

The Paresev was constructed by
Center personnel and officially

vehicle with the Federal Aviation
Agency on February 12, 1962.
Flight testing began almost imme-
diately.

The Paresev was designed as a
low-cost vehicle to make manned
flights utilizing the Rogallo wing
concept which was being considered
for use as a recovery system of
manned space capsules such as the
Gemini spacecraft. The system
was not used for this purpose how-
ever. .

The Rogallo wing, triangular in
shape, was connected to the Pare~
sev by an universal joint, The pilot
controlled the craft by tilting the
wing fore and aft to control the
rate of descent and from side-to-
side to turn. A conventional stick
and rudder system was used by the

pilot on the latter version of the
Paresev.

Initial flight testing was accom-
plished by towing behind a ground
vehicle. This led to air tows using
a bi-plane, a L-19, and eventually
HC-1 Boeing helicopter. The Pare-
sev was air towed to an altitude of
approximately 10, 000 feet where it
was released for free flight. Land-
ing speed was approximately 40
mph.

Flight testing continued. through
1964, Over 100 manned flights of
the Paresev were made.

Milt Thompson and Bruce
Peterson were the project pilots on
the program. In addition, NASA
pilots Neil Armstrong, Jack
Kluever, Gus Grissom, and Bob
Champine also flew the experimen-
tal craft,

The EAA's Air Education Mu-~
seum is a non-profit, tax-exempt
institution that was established in
1955.

The Paresev will join such air-
craft as a replica of the glider built
by Octave Chanute, a 1912 Curtiss
pusher, a Fokker triplane, a Sop-
with Camel and a Nieuport 24.
Over 50 such aircraft are on dis-
play at the Museum.

Paul Poberezny, President of
the EAA, accepted the Paresev
from the Center.



The HL-10 lifting
body makes its
first flight. Reedy
was involved in its
repair after it was
dropped while be-
ing put on display.
(E-16207)

cause I enjoy the people, I enjoy the work. There’s no place like it, really.
Q: What do you see as the key ability required for your position?

A: Well, I don’t know. A person can just give me something and I guess the good Lord
gave me the capability to see right away how to do it-how to solve the problem.

Q: Intuitive engineering?

A: I don’t really know what it is. They just bring me something and they say, “We need
this, we need that,” and that’s all they say.

Q: Puzzle-solving ability?

A: Yes. As long as it’s something to do with metal and stuff like that. As far as electronics,
it’s a little more difficult to do anything. You could bring me a carburetor in four, five, six
different pieces, and I could weld that dude back together and the parts missing, I could
make to go in there.

Q: With no blueprints, no instructions.

A: No. I can read blueprint stuff. But a lot of times the stuff that you do, there’s no blue-
print or it-takes the guy days to get it to the blueprints, when I can have a job done in a

day.

Q: Okay. Thank you very much. It’s been a pleasure.
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XB-70 To Carry NASA
Instrumentation For
SST Program

The XB-70 Valkyrie eased its
main gear down on the runway at
Edwards this past Monday follow-~
ing its first flight which originated
at Palmdale.

Built by North American Avia-
tion, the builder of the X-15, the
XB-70 is a USAF project. The
aircraft was designed to be capable
of speeds up to three times the
speed of sound.

The Flight Research Center is
spending about 2 million dollars on
instrumentation to gather test data
during the XB-70 flight test pro-
gram for possible application to
the supersonic transport program.
The program willnot interfere with
the other portions of the flight test
program,

Main areas of consideration in-
clude aerodynamics, structures,
and operations. William Andrews
is the head of the Center's Super-
sonic Research.Section and has
been following the XB-70 closely

GE Wins Center

Study Contract

Bernard J. Maybrat of the Cen-
ter's Research Support Unit has
announced that the Flight Research
Center has awarded a $82, 500 con-
tract to the General Electric Com-
pany, Cincinnati, Ohio, to conduct
a study of the flight instrumentation
for use on a research ramjet to be
carried on the X-15A-2 aircraft.

Under the terms of the contract,
General Electric's Advanced En-
gine and Technology department
will be responsible for the concep-
tual design of advanced instrumen-
tation for application in the X-15
ramjet research program.

A major portion of the instru-
mentation is the development of a
thrust/drag measuring device and
appropriate sensors to measure the
net thrust or drag that is trans-
mitted to the X-15 aircraft from
the ramjet. The design of this de-
vice will also provide the capabili-
ty to jettison the ramjet from the
X-15A-2,

Included in the study is the se-
lection of available instrumentation
components, design of advanced
components requiring further de-
velopment, and formulation of an
overall plan for providing the flight
instrumentation. Some additional
parameters to be measured include
temperatures, pressures, gas
composition, fuel flow, vibration,
(continued next column)
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Center’s Two YF-12's Make Joint Flight

For the first time, both of the
Center’'s YF-12 aircraft were
airborne at the same time last
week.

A large test fixture has been
installed on the bottom of YF-12
No. 935 to study the effects o%
extremely rapid heating. Liquid
nitrogen is carried on the inside
of the fixture to keep the metal at

extremely cold temperatures. An
ablative-like material is used to
coat the fixture and protect it
from the high temperatures
caused by the high speed of the
YF-12.

The aircraft is flown to high
speeds and the external covering
is exploded off the test fixture,
exposing the metal fixture to very
high temperatures.

Because other aircraft are
unable to fly as fast as the YF-12,
the Center’s second YF-12, No.
937, was used to fly photo chase.

Because of the summer tem-
peratures, take-off was made
very early in the morning.
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Joe Walker was
Dryden’s chief
pilot at the time of
his death in 1966.
He had flown the
X-1E, X-3, X-15,
and LLRV, and
was scheduled to
fly the XB-70.
(E-1937)



Center Participates In D-558 Skyrocket
Didicaﬁon At Local College

plaque dedicating an actual
D-558 Skyrocket to '"The Youth of
Antelope Valley" was unveiled by

TH'RTY-FIVE YEARS Mr, De Beeler, Associate Director .
of the Flight Research Center on
FITZHUGH L. FULTON JR. May 10 at the Antelope Valley
ALTON B. HALE JR. ; College. This closeq the cere-
monies that officially dedicated the
D-558 Skyrocket that was donated
to the school by the NASA Flight
Research Center last December.
Also active in the Presentation be-
sides Mr, De Beeler, were John

SERVICE AWARDS

THIRTY YEARS

M.D.
WILLIAM R. WINTER,
CHARLES W. RUSSELL

HERBERT L. HATCHER McKay, Center research pilot,
GENE A. KENNER Mr. Al Carter, Douglas Aircraft
RUSSELL EDDINGTO’; Tepresentative, Rear  Admiral Pictured around the dedication
STANLEY C. PLAM(L)g Turner Caldwell, USN and Bill plaque are Adm, Caldwell, School
VICTOR CARR§LNSON Bridgeman, former Douglas pilot, President Clyde McCully, My,
GUSTAVE A. SW There were three D-558 Sky- Carter and Mr. Beeler,

rocket aircraft built by the Douglas
Company for the US Navy. The

TWENTY-FIVE YEARS other two are now on display at the
w Smithsonian Institute in Washing-
ISAACT. GILLAM ton, D. C. and at the Ajr Museum

RALPH B. JACKSON

in Claremont California, This
T in N
LeROY E. BARNOGTON particular version, the last one
HAROLD P. WASHI built, now sta ds on the colle e's
TERRY J. LARSON ’ n ¢ g

new campus.

ROBERT D. REED

HARRIET J. SMITH
JERRY S. REEDY
ALFRED B. WALSH
DONALD L. MALLICK
JOSEPH D. HUSMAN
ROGER J. BARNICKI
JAMES M. BLACK
HARRY CURLEY
CLARENCEE. COOK
JOHN H. TANNER
LEO R. WEBB
BEATRICE H. CORRINGTON
JACK T. TOLLIVER
WALTER P. REDMAN
JAMES M. EDGEWORTH

TWENTY YEARS

LeROY P. FROST
HENRY STEIGINGA
THEODORE G. AYERS
JERALD M. JENKINS
LUMIR J. EHERNBERGER
BRUCE G. POWERS
RONALD J. WILSON
RAYMOND L. WHITE
BOLESLAW SZUWALSKI
JOE P. MISPLAY
CLARENCE HALEY
DOMINIC MASSIMINO
WILLIAM J. RUSSO
DAVID W. STODDARD
WILLIAM R. YOUNG
JOHN R. RIFENBERRY
KENNETH T. COWDIN
EARNEST R. TAYLOR
WILLIAM R. PETERSON
MARTHA L. BROWN
JOHN W. WRIN
FLOYD E. CUMMINGS
REUBEN P. NELSON
JAMES E. HICKMAN
JAMES A. FERGUSON
JOHN M. BRUNO
CHARLES H. BAILEY
RUSSELL D. GILBERT

All five Participants in the pro-
gram had active Parts in the actual
résearch program of the aircraft,
Mr. Beeler Was instrumental in
the concept and research program
for the National Advisory Commit-
tee for Aeronautics - NASA's pre-
decessor - apg Mr. Carter was
the Engineering Manager of the
Flight Test Division for Douglas.
Admiral Caldwell, Jack McKay and
Bill Bridgeman flew the aircraft
during the pProgram,

The flight log books of the ajr-
craft were turned over to the

Llhree men who piloted the D-558;
Bill Bridgeman, Adm, Caldwell,
USN, and Jack McKay, NASA,

school by Admiral Caldwell, signi-
fying the actual dedication. The
pPlagque was then unveiled by Mr,
Beeler, This pPlaque is now mount-
ed in front of the aircraft,

The Skyrocket, that was given
to the school, is the sister ship of

the Skyrocket that was the 'f‘iblb-st
aircraft to fly faster than twice the

speed of sound.
phase II flight program,
nearly 10 years ago,

During the D-558
conducted
world flight

records of a speed of 1327 mph
and an altitude of 83,235 were es-

tablished.

The research program of the
Skyrocket wasa proving ground for

many

aeronautical concepts that

e
are now accepted as common usag
in most modern day aircraft.
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William H. “Bill” Dana was among those at the Flight Research Center who experi-
enced first-hand the transition from air to space. He was born in Pasadena, California,
in 1930 and grew up in Bakersfield. As a child, he saw B-25s and P-38s flying over-
head. The first U.S. jet squadron was operating out of the Bakersfield airport in the fall
of 1945. One day, Dana also saw a Northrop XB-35 flying wing over Bakersfield. This
exposure to aircraft sparked an early interest in flight.

After graduation from high school in 1948, he received an appointment to the U.S.
Military Academy at West Point, New York. He graduated in 1952, during the Korean
War, and was commissioned as a lieutenant in the U.S. Air Force. He completed his
flight training the following year and received his wings just a few days after the armi-
stice was signed. He served in the Air Force until 1956, flying F-84s and F-86s. Dana
completed his Air Force commitment in 1956 but wanted to continue flying. The idea
of test flying appealed to him, and he enrolled at the University of Southern California
as a graduate student. While Dana was at USC, the Soviets launched Spumik 1, setting
in motion events that would transform U.S. space activities.

Dana received his master’s degree in aeronautical engineering in June 1958, and like
other new graduates, began looking for a job. He interviewed with Lockheed, North
American Aviation, and others. In September 1958, Dana set up interviews at Edwards
Air Force Base with General Dynamics in the morning and with General Electric in the
afternoon. Dana’s interview with General Dynamics was completed promptly at noon,
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450 rather than going directly to the second
interview, he drove around the base. In the
. rocess, he happened to drive up to the
NACA High-Speed Research Station. This
ame as a surprise, for Dana did not know
the NACA even had a facility at Edwards.
_ The first person he met was the person-
nel officer, who showed Dana around the
w77 " building and the hangar. Dana saw two or
three F-104s, an F-107A, and an F-102A.
These were all aircraft Dana had heard about but had never had a chance to fly. Dana
was offered a job on the spot as a stability and control engineer, with the understanding
that he would transfer to the pilot’s office once a position opened up. Dana accepted the
offer the same day and asked when he wanted to report for duty. He had to move from
his apartment in Van Nuys up to the Edwards area, so he replied that he could start on
the first of October. He went to the interview with General Electric, but told them he
had taken a job with the NACA. Dana later observed, “GE didn’t have a hangar full of
F-104s.”

This chance encounter led to a flying career lasting more than three decades. Dana
witnessed the last two X-1E flights. He worked on the X-15, initially as an engineer,
later as a chase pilot, and finally as a project pilot, making sixteen flights, including
two at altitudes above 50 miles. He also made the 199th X-15 flight in 1968, bringing
the program to a close.

Dana also was deeply involved in the lifting-body programs. Following the suc-
cess of the M2-F1 flights there was a change in focus at the FRC. Rather than build
the lightweight M-1L and lenticular vehicles as planned, NASA Headquarters instead
approved a heavyweight-lifting-body program. The two initial vehicles would be a
modified version of the M-2 shape, called the M2-F2, and a new Langley design called
the HL-10. Both would be launched from the B-52 and be capable of reaching speeds
approaching Mach 2. After the M2-F2 was damaged in a landing accident, it was
rebuilt as the M2-F3. The Air Force also became involved with lifting bodies, building
the X-24A. This vehicle was later modified into a new shape, emerging as the X-24B.
Dana would make the last powered flight of a lifting-body vehicle when he flew the X-
24B. This also was the last flight of a rocket-powered manned vehicle at Dryden.

CONGRATULATIONS...

Wedding bells rang for Bill
Dana of the Pilots! Branch. Mrs.
Pana, the former Miss Judy
Miller of Seattle, Washington,’
and Bill are now residing in
Lancaster, California.

Q: I wanted to ask you some questions about your

career and some of the programs you worked on and FEW TACES
the folks you worked with. I guess to start off with,

when did you first start working at Edwards?

A: I came to NASA the day NASA was formed —
October 1, 1958. It transitioned from the National
Advisory Committee for Aeronautics to the National
Aeronautics and Space Administration. Just coinci-
dentally, that was the day I picked to come to work.

Q: So was that the High-Speed Flight Station at that
time?

A: Yes, it was the High-Speed Flight Station under
the old administration and the new one. Then not too
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tion.

Two newcomers, one former employee, and
an ex-Army lieutenant are this week's New
Faces.

From Bakersfield is William H. Dana, an
aeronautical research engineer assigned to
Stability and Control. .

In Instrument Operations is Byron L.
Coburn, an electronic equipment mechanic
from Los Angeles.

A former employee, now assigned to the
Instrumentation Division, is aeronautical
research engineer George F. Schwartz, Jr.,

rom Albuquergue, New Mexico.

Now serving in a civilian capacity is
former Army lieutenant John P. Smith, an
aeronautical research engineer in Data Reduc-




_SIGN (F THE TIME
Removing the wings of NACA to
make way for the new NASA
emblem are Doll Matay and

John Hedgepeth.

SIGN UP NOW FOR POLIO SHOTS

Fridey, October 10, is the deadline for polio inoculation sign-ups. In line with Fhe policy
of no-sign-up, no-shot, all employees desiring inoculations ere urged to register immediately
with HSFS nurse Elinore Berger. An eccurate count is necessary so that sufficient vaccine may be
arranged for.

The inoculations are being made available at no cost to HSFS employees only by the NASA as
a follow-up to the two clinics held previously by the Public Health Department. (The Depa;-t.:ment
recently announced discontinmuation of the clinies.) Mrs. Berger will edminister the shots in
the Station dispensary in accordance with a schedule to be posted on Station bulletin boards.

afte

2

Q: What were some of the earliest programs that you were involved with?

A: Interestingly enough, I spent a year in engineering before I transferred to the pilot’s
office. And my first assignment was as a simulator pilot on a rudimentary performance
simulation of the X-15.

Q: What did you do after that?

A: Twas project engineer on stability and control of an F-107 fighter we had [at the
FRC]. I'was just barely getting my teeth into that project when I was transferred to the
pilot’s office in September of 1959. When I got to the pilot’s office, it consisted of chief
pilot Joe Walker, and Stan Butchart, Jack McKay and Milt Thompson. So there were
four other pilots in the office. We also had a Navy pilot named Forrest Peterson. Com-
mander Forrest Peterson was assigned to the [FRC] pilot’s office as the Navy X-15
pilot. So I guess there were actually five pilots in the office when I got here.

Q: Were you living in Lancaster at the time?

A: Yes. I 'lived at Lancaster from the time I came to work in 1958 until we built a house
in Tehachapi in 1972. So I lived in Lancaster 14 years.

M2 Makes First

Q I’ll bet you saw it change a lot over those years too.

A Well, Lancaster had about 25,000 people when I came to work
ere. Palmdale had about 8,000.

Supersonic Flight.'

The M2 Lifting Body was scheduled

to be flown by Flight Research Center Q: So was the X-15 the first flight program that you were in for a

pilot Bill Dana on its first supersonic iong time?
flight earlier this week. A ‘top speed of al-
A The first flight program that I flew was a variable stability

-100. Tt was an airplane designed and modified by the Ames Re-

most 700 miles per hour was attairied for

the seven minute flight.
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THE L-19 WITH THE

CENTER COMPLETES FIRST PHASE
MENT STUDY; MAY AID F

Landing an airplane is 0o minoT
feat for the normal person. How-
ever, Flight Research Center
engineers have completed the fiTst
stages of 2 program that makes
this task even harder. The pro-
really mnot intended to in-
the pilot's workload, is
designed to evaluate how much
Jisibility a pilot requires to fly an
aircraft throughall phases of flight
S cloding take-off, navigations and

gram,

landing.

Present day ajreraft have large
for pilot viseibility
requirements . However, this
same amount of glaseed ared on
vehicles of the future that are cap-
able of orbital flight and atmoB-~
pheric Teentry would create seri-
ous problems for the vehicles. The
glass area would rTequire some
sort of heat shielding to protect
the glass from the heat generated
during reentry, and still provide
enough visibility for the pilot to
jand the vehicle. This would cre-
ate weight restrictions along with
design problems. BY reducing the
reguired amount of exposed pilot
visibility area, the severity of
these problems can then be Tré&-
duced.

Cuzrrentpossible solutions under
atudy to this problem include the
sse of telescopes, small television

-2 -

glassedcanopies

TELESCOPES INSTALLE

UTURE VEHICLE DESIGN

D IN THE REAR SEAT

OF PILOT VISIBILITY REQUIRE-

type devices Of viewport covers
that can be jetsisoned after Te-
entry. The Mercury capsule was
not faced with this problem as it
turned around prior to reentry and
&id not Tequire Ppilot visibility for
landing.

To evaluate pilot visibility re-
nts, Flight Research Genter

quireme
engineers configured 2 light two
plied by

place aircraft, anL-19 sup
the AImy, with two wide angle
monocular telescopes. These tele-
scopes Were mounted in the air-
craft in such 2 manner that it al-
Jowed the evaluation pilot, Center
research pilot Bill Dana, to fly the
aircraft from the rear seat using
the optical system as his only
source of visibility. Another pilot
then flew in the front seat to act as
safety pilot, if needed.

The optical system
the two wide angle, with one-to-one
copes mounted, not in
1 pair of

consisted of

power, teles
parallel as in a nNOTmMa
binoculars, but with their axis con-
the pilot at ap angle of
55 degrees. A sheet rubber view-
ing hood was installed which
eliminated any other source of visi-
bility to the pilot. AS installe”
the system resulted in only f
square inches of exposed glass
area but still afforded the pilot
; (Continued on page 3)

vergent to

L-19
1
a4g degrees of horizonal visibilit

n A90 degrees vertically. 4
Paulcccordmg to program manager
e h;noweth, about 40 flights

made with the aircrafs i
b t
the optical system. One ﬂigh:‘::g
e;:nd made after sundown with nZ
adde
problems Durin,

. r -] g the
:1ghts, pilot Dana reported that ::
noa:m:rle to accomplish all of the
pormal phases of flight including

€ -o- f and landing with little re-
striction due to- the use of
optical system. of the
pha]z:sefdt;n the results of the first
o € program

: , plans a
:gnmg .rnade to configure a hirlel
pe'ed jet aircraft with a similgr
optical system for evaluation.

Continved

Once SST flights
with the A-5A
were completed,
it was returned to
North American in
late 1963 bearing
holiday greetings.
(E-10750).
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search Center. Then they got out of the fi i
searcn Coner, Lo ghter aircraft business. In 1960
variable s iil vlialsol?e;i;)v;llll from Ame.s, and I was the project pilot on ftv ;ot;m:og‘t?t‘t;[lhe
e e v, ﬂant. en | went into a supersonic transport experimentpwh ed
we flew an A oA ftml e up and down ‘Fhe airways at almost Mach 2, determini .
oty with th snags would bq in handling a supersonic trans’ ort. Al oot

at I did a fly-by-optics program, first in an L-19 liaIi)soﬂ airgizflz
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FRC Receives New Addition To Aircraft Inventory

A-5A For
‘SST Studies

A new addition to the stable of
aircraft currently in use by the
Flight Research Center is the A-
5A (A3]) jet aircraft that is on loan
from the United States Navy. This
aircraft will be used in support of
FRC studies being conducted for
the projected supersonic transport

The jet aircraft, called the Vig-
ilante, was delivered from the
Columbus, Ohio division of North
American Aviation, builder of the
aircraft, where minor aircraft
modifications were made.

As the A-5A is capable of sus-
tained supersonic flight, the pri-
mary use of this aircraft will be to
study the problems that may be en-
~nuntered ‘in the terminal area of

J traffic control operations with
frfansport aircraft of supersonic
speeds.

Working in close cooperation
with officials of the Federal Avia—
tion Agency, engineersof the Flight
Research Center will plan and con~
duct supersonic flights with the
aircraft on assigned federal air-
ways ard into high air traffic den-
sity areas, such as Los Angeles.

The results of the air traffic con-

trol of these flights, and the flights
lemselves, are expected to pro-
-vide the basis for the formulation
of future control plans that will be
necessary for the safe operation of
commercial supersonic jets.

Q: Was that the monocular landing program?

A: Yes, that’s correct. And from there-I guess from the Vigilante and from the F-104
optical program I was assigned to the M2-F2 lifting body. But before it ever flew I
was offered a position on the X-15 and accepted that, and felt that I had to give up the
M2-F2 assignment because I just didn’t have the time to do both programs.

Q: So tell me a little bit about your experience with the X-15 program. How were you
selected for that initially?

A:Thave no idea why I was picked for the X-15. It’s possible that because I had shown
interest in both the X-15 and the M2 lifting bodies that I was considered motivated to
do that kind of work. And that’s the only reason I could give you why I was selected.
But I was. And I accepted the X-15 assignment without fanfare. I just said, ‘Yes, I will
do it,” and never regretted it.

Q: And what year did you join the X-15 program?

Edwards, California
Jamuary 4, 1963

ssve: 7 A: It was probably in the spring of 1965 that
I was assigned to it and forced to drop off the
M2-F2. And it wasn’t until November 4th of
that year that I finally flew my first flight. I
was the eleventh of 12 pilots to fly the X-15.
I entered X-15 pilot training with Air Force
Captain Pete Knight. He flew a little bit
before I did and was the tenth man to fly the
airplane. But Pete and I flew concurrently all
the way to the end of the program, literally. I
flew 16 flights in the X-15, reached a Mach
umber of about 5.5 and an altitude of about

The use of these added instru-
ments will also allow Flight Re-
search Center engineers to evalu~
ate the low speed characteristics
of the A-5A in different landing
approaches as they would apply to
a supersonic transport.

In anticipation for actual [ight
by the FRC, training began this
past Fall, William H. Dana, the
assigned research pilot to this

* project, spent several weeks at the
U. 5. Naval Air Station, Sanford,

The 76 foot long aircraft will be
instrumented with the standard
handling qualities instrumentation
that is used on most research air-
craft, Among these instruments
will be devices for measuring and
recording angle of attack, side-
slip, degree of control movement,
and roll rates. Specialized instru-
ments that will later be mountedon
the B-70 for measurement of ekin
friction will be pre-tested on this
aircraft.

’s about 59 miles, more or less.
less, yes.

-earned your Astronaut Wings

A-5A cont,

Florida where he underwent pilot
checkout procedures and flew sev-
eral ilights in an A-54,

Bill LePage has been assigned
as crew chief for the aircraft and
will attend school for 6 weeks in
preparation. Four other FRC per-
sonnel will be involved in special
training for care of the aircraft
and its systems.

The two place aircraft is power-
ed by two General Electric J79-&
jet engines, each producing 10, 900
pounds of thrust without after burn-
er and 17,000 pounds thrust with
after burner.

Capable of flight at speeds at
‘Mach 2, the Vigilante was flown to
an altitude of 91, 450 feet in Dec~
ember of 1960. This established
a world's altitude record for land-
based jet aircraft carrying a pay-
load of 1000 kilograms.

Dana and the A-5A, one of the first
projects he worked on. (E-10630)

Five FRC personnel received
a total of $220.00 under the FRC
Incentive Awards Program. A
singular award of $100. 00 was high
for the group.

Bernard Gregg received $100.00
for his suggestion on increasing
the reliability of the TV system on
the B-52 launch aircraft.

Two awards were made to David
Stoddard for his suggestions con-
cerning installation of a portable
shut-off valve in the liquid nitrogen
service line and an adjustable
gauge and reference indicator for
the liquid oxygen service trailer.

A check was given to Lewis
Stults for his improved method of
High Range tracking data selection
and distribution. A timer for en-
gine runs earned Charles Kodai an
incentive award for his efforts.
Chester Bergner receivedan award
for a hydrogen peroxide jettison
adapter,
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Center Completes Simulated
SST Flight Program

and pilots of the An A5A "Vigilante" aircraft was

Engineers
and Space used during the program to sim-

National Aeronautics

Administration's Flight Research ulate the proposed supersqnic
Center working with members of transport, as it closely sim~
ulated the actual performance of

the Federal Aviation Agency are
completing the final phases of a
study of the possible flight condi-
tions that may exist with the oper-
ation of supersonic transports,
The NASA program investigated
possible air traffic control pro-
blems and will provide actual flight
data for the planning of future
supersonic transport flights

the supersonic transport up to an
altitude of 50,000 feet. The AS5A
is a two-place jet aircraft built for
the US Navy by North American
Aviation. Because of the Navy's
interest in the national supersonic
transport program, the A5A was
loaned to NASA. The 70 foot air-

on that one.
A: Yes, you’ve got that right
Q: What was a typical X-15

A: Well, there were two differs
you’d launch, light the engine
pitch attitude, usually 25-40 d
until burnout. The airplane wo
from 200,000 feet to 300,000
selected. By the time the engine
you were in space shortly after tha
ballistically with no control over your flight path. You
tained your attitude while the airplane went where it would llke a
baseball goes where you throw it.

Then there was the heating research mission in which you pushed
over at somewhere between 60,000 and 80,000 feet, and came
level, and flew along fast at low altitude in the atmosphere. That
flight remained in the atmosphere the entire time, was flown with
aerodynamic controls, and didn’t use ballistic controls. And it
usually was a shorter flight than the altitude mission. The typical
altitude mission went about 11 minutes, with about four minutes of
that in the traffic pattern. I remember some of my heating flights
were seven or eight minutes total from launch to touch down.

craft is capable of fligh most

twice the speed of sound and has
been flown to an altitude of 91, 000
feet.

Center research pilot Willia.rn
H. Dana made approximately 21
flights along federal airways that
entered. "Los Angeles. These
flights followed two fiight plans
that were baged upon earlier NASA
studies, one for a variable- -sweep
wing configuration .and the other
for a delta-wing c¢anard configura -
tion,

Starting at an altitude of about
50,000 feet and a speed of Mach
1.7 (1. 7times the speed of sound),
the simulated supersonic transport
portion of the flight began with a
deceleration to a speed of Mach
1.4, where a descent to lower al-
titudes was initiated. During this
descent, the aircraft was slowed to
subsonic speed above 30, 000 feet
and reached an altitude of 20, 000
feetat a speed of about 340 m, p.h.
not much faster than present day
jet transports,

According to FAA official Joe
Tymczyszyn, air traffic con-
trollers reported that they ex-
perienced no added difficulty in
descending, integrating or landing
the simulated supersonic transport
at the Los Angeles A1rport along
with other arrival traffic. How-
ever, the subsequent take-off and
climb out did present more dif-
ficulty due to the increased per-
formance of the aircraft. Special
consideration had to be given to
the faster rate of climb, critical
fuel useage and the possible sonic
disturbance. '

Program manager Donald L.
Hughes stated that in order to ac~
quire operation flight data, cruise
portions of the simulated super-
sonic transport flights were also
made. This included several night
Operations and a round trip flight
between Los Angeles, California
and  Albuquerque, New Mexico, at
a cruise speed of Mach 1.5.

Q: So the X-15 was basically a flying laboratory?

A: That’s correct. It was a research airplane and it did research into a number of disci-
plines, including stability and control, weightlessness, heating, structural loads. It did
a whole raft of different research experiments, both in and out of the atmosphere. Then
later in its career it did a lot of piggyback work. By the last year of my participation in
the program we were doing piggyback work carrying experiments. They were mostly
space related and included high-altitude cameras, taking pictures of the stars, or even
looking downward from high altitude. We did Apollo-related research. Looking at a
horizon scanner for the Apollo was one mission ] remember.
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Q: I'notice that occasionally the X-15
aircraft would be severely damaged,
as in the explosion during a static

Cuts, Bruises, And Sprained
Ankles--All In A Day’s Fun!

- The annual Flight Research Center summer picnic

engine ﬁring’ or When the aircraft was enjoyed by over 400 employees and families. As
evidence, over 576 bottles of pop and 108 gallons of

was damaged at Mud Lake. But yet other refreshment were consumed.
they alWayS rebuﬂt the airplanes and Results of the day included many cuts and bruises,
. one youngster hitting another over the head with a
Contlnued to use them That doesn’t ‘swimming float, at least one sprained ankle, and

several pulled muscles.

look like Something that they would Highlight of the day was the crushing baseball de-

dO these dayS. feat go‘af "Ps.srx:y's Peruvian Princes" by "Jackson's
Juggling Jailbirds. "
A well done to the Exchange Council for a well

A: The rebuilding of an X-15 was planned event.
interesting. It’s hard to say whether it
would be done today or not. It would
probably depend on how much national consequence there was to not rebuilding the
airplane. But X-15 #3 blew up on the engine test stand before it ever flew. And it was
decided almost immediately to rebuild it. It’s interesting to note that when they did
rebuild X-15 #3, they equipped it with a self-adaptive flight control system which
included command augmentation, and self-adaptive dampers, and several autopilot
modes. So it became the controls research airplane of the three X-15s. It’s interesting
that only X-15 #3 was allowed to go significantly above 250,000 feet, significantly
above the design altitude, because it had the autopilot modes, including a heading hold
mode, and was very stable when out of the atmosphere.

Q: What was it like preparing for a flight in terms of suiting up and getting ready in the
pre-flight?

A: An X-15 flight day was an interesting day. Traditionally they had sent a weather
ship uprange with some other pilot in it than the mission pilot to check the condition
of the lakebeds, and to check the weather to make sure the pilot could find his way to
the uprange emergency lakebeds if need be. I believe I established a tradition of flying
my own weather flight. That way I got practice. The day of the flight I got to look at the
actual weather and, equally interesting, I got to look at the flight day winds. Because
winds in the traffic pattern could affect your touch-down accuracy. So I'd come out
about sunrise and fly an uprange flight, do some practice landings at the uprange
lakebeds, check the winds and weather, and then come back down, park, get out of my
flying suit and into my pressure suit, and climb in the X-15. And usually I was in the
X-15 by, say, eight o’clock in the morning, strapped in and ready to go. Then we’d fly
it usually 45 minutes to an hour uprange before we turned around and pointed it back at
Edwards and launched.

Anybody that’s followed the program closely knows that we always launched
over a suitable dry lake to which we could proceed if the engine didn’t light. Then
there were three or four intermediate dry lakes along the way that we’d use when the
rocket engine had run long enough that you couldn’t get back to the launch lake, but
didn’t have enough energy to proceed forward to Edwards. Then we would go to an
intermediate lake.

Q: ’ve read some of our documents regarding the selection of lakebeds and how they
were tested for hardness and load-bearing ability. Apparently they took a light plane up

there.

A: Traditionally we used two airplanes. We had an R4D, which was the Navy version
of the DC-3 [or C-47]. That was one of our lakebed sampling airplanes. And the other
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Dana Scheduled For First X—15 Flight

NASA's Bill Dana - not Jose
Jimenez's Bill Dana - was sched-
uled to make his first flight in the
X-15 this past week., If com-
pleted, he will have become the
eleventh man to fly the rocket-
powered aircraft.

Prior to his first flight, Mr,
Dana spent several months in ex-
tensive preparation for the flight.
He and Air Force Captain William
"Pete' Knight were selected earli-

flight several weeks ago.

Mr. Dana's flight plan called
for him to be air-launched from
the B-52 near Hidden Hills, a dry
lakebed on the California-Nevada
state line. After igniting the
rocket engine, he was supposed to
reduce his power control setting to
approximately 50% and climb to 2
maximum altitude of 74, 000 feet,
After hitting a planned top speed of
about 2700 miles per hour, he was

Dana (continued)
maneuvers designed to familiarize
himself with the X-15. The 125-

rr-nle trip normally takes about
nine minutes.

A native of Bakersf
er this year for the X~15 program. refield, Cali.
Captain Knight made his first X-15

slated to perform several control fornia, Mr. Dana is a raduat f
] u,
{Continued on page 4) the U.S5. Military Acga.demir ) :t
West Point, After serving as a jet
: pilot with the Air Force, he ob-
~ tained his master's de '
gree from
U.S5.C. in 1958,

Prior to entering the X-15 pro-
gram, he was assigned to several
research programs, He
bas flown the lightweight lifting
body, and was project pilot on the
supersonic transport program.

was an Aero Commander 680F that we took uprange . We took one
of those two airplanes up, usually the Gooney Bird [R4D] because it
had the wide tires and the low footprint. And we’d do a touch-and-go
on the lakebed and see how it felt and then fly by and look at our
tracks where we’d touched and gone, to see how soft it was. Then if
we were convinced it was hard enough to support the weight of the C-47, we would land
and park. We had two different tests we used. We had a steel ball-I guess it was prob-
ably four or five inches in diameter—which we dropped from a height of six feet, and then
measured the diameter of the indentation caused by that ball. That gave us some feel for
the hardness of the lakebed. Then we had a spike, probably 30 inches long, that we drove
into the lakebed to see that there was resistance to the driving force all the way down—to
make sure there wasn’t just a thin crust and mud beneath it. So those were usually the
two tools we used to determine the hardness of the lakebed.

Center

Q: It was the steel ball that I had heard of. I guess if it left an imprint three and a quar-
ter inches or less it was suitable hardness. Do you know about how much that thing

weighed?

A: I’m going to take a guess—12 to 15 pounds is about like a high school shot put. But I
don’t even remember the diameter of it.

Q: None of the documents I saw have that. I guess the planning of the high range
flights encountered a lot of different obstacles, including various air spaces and other
aspects of getting the aircraft from point A to point B. There
were a lot of references to flights out of either Delamar Lake or
Mud Lake that would have to cross through controlled air-
space. Do you remember any special concerns with that?

“Use or Lose” Leave Reminder

Federal leave policy provides
that annual leave can be accumula-
ted to a maximum of 30 days (240
hours) which can be carried over
from one leave year to the next.
Balances in excess of the above

A: No, I don’t. I filed a flight plan every time I went uprange
and went uprange under instrument flight rules, and then got
clearance to the launch point, and clearance to descend, flew
my approach. Then if [ wanted to shoot another approach at

that same lakebed I had to get clearance to climb back up in

the area of positive control which, interestingly enough, was
24,000 feet in those days, rather than 18,000 feet. I don’t ever remember going uprange
below 24,000 and coming back below. But I remember when 1’d shoot multiple ap-

will be lost as of the end of the
leave year.
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proaches at a lakebed, quite often I’d start the second and third approach below 24,000
feet so I didn’t have to get an air traffic clearance back up into the area of positive
control. But I don’t ever remember fighting with air traffic controllers over permission
to fly up there. The weather flight I flew was very early in the morning and there wasn’t
much traffic. When I practiced, that was usually during the work day. Either before or
after lunch I'd fly uprange sometimes. But I just don’t remember traffic control be-

ing that big a problem in those days. I think traffic control was less constraining in the
X-15 days than it is now. But the FAA is a lot better staffed to handle things like that
now. I think you’d still probably get pretty good service out of FAA if you wanted to go
uprange now.

Knight Makes First X-15 Flight;

McKay Goes Over 50 Miles

The first of two pilots selected
last spring to fly the X-15 made
his first flight in the,rocket-pow~
ered aircraft lastweek. AirForce
Captain William (Pete) J. Knight
piloted the craft in the 151st flight
in the joint NASA-USAF X-15 re-
search program.

The other new X-15 pilot, NASA
research pilot William Dana, is
expected to make his first X-15
flight within a short time,

Captain Knight, Mansfield, O-
hio, was selected as one of the
original pilots for the since can-
celled X-20 DynaSoar. He is
presentlyassigned to the Air Force
Flight Test Center at Edwards.

Captain Knight was air-launched
from the B-52 near Hidden Hills,
a dry lakebed on the California-
Nevada state line, After igniting
the X-15's rocket engine, he re-
duced his power control setting to
approximately 50%. He then
climbed to a peak altitude of
74,000 feet where he performed
several familiarization maneuvers,
such as, turns and rudder pulses.
His maximum speed was 2,761
mph.

Earlier in the week, NASA re-
search pilot Jack McKay became
the second civilian to fly higher
than 50 miles. He piloted the
number three X-15 to 300,000
feet, almost 58 miles high, Th
fifty mile mark is the criteria
used by the military for the award-
ing of astronaut wings.

J Q: Did you ever work with the X-20 Dyna-Soar program?

At Yes, 1 did. I was assigned for over a year as a pilot consul-
tant on the Dyna-Soar. I traveled to Boeing probably once every
third month to fly the simulator and look at pilot displays.

Q: Any thoughts on whether that was a good project?

A: Oh, the X-20 was an excellent program. It should have been
| flown, and it was canceled for political rather than scientific
reasons. Had it been flown, why, the Space Shuttle designers

. would have had a lot more information from which to do their
~ design.

Q: So you made one flight in the M2-F1 lifting body?

. A:That’s correct.

Q: And was that in preparation for flying the M2-F2?

Dana and X-15 #3
on the lakebed. He
made the 199th and
final X-15 flight.
(E-16809)
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200th X-15
Flight Draws Close

PROJECT 1226 stands poised to
reach another milestone in October, Nine
years after its first flight, Project 1226 -
it's now called the X-15 - could make
its 200th flight in the near future,

Last month, the X-15 made the
198th flight, and the 199th flight is
scheduled for early this month. The exact
schedule for the 200th flight has not been
finalized, but there is an excellent chance
the flight could occur in October.

The X-15 aircraft has already made
more pure rocket-powered flights than any

other rocket-powered airplane.  Using
total flight time as a basis for comparison,
the X-15 has already flown more than one
and one-half times around the world in
less than 30 hours.

How long the fiight program wili
continue is not definitely known. At the
present time, the number one X-15 is
carrying a high priority experiment, and
the number of flights remaining depend
upon the results obtained from the ex-

periment.

Regardless of how many flights are
made, the flight research program has far
exceeded the original goals established for
the X-15 in 1954,

It is difficult to establish a definite
date as the birth date of the X-15, How-

National Advisory Committee for Aero-
nautics, and presented to other govern-
ment agencies. The Air Force and Navy

agreed to the proposal and, in December

1954, a Memorandum of Understanding

was approved assigning responsibilities for

the forthcoming joint research venture,

The Memorandum was also responsi-

bie for stating the principles of the pro-

gram which were based upon the reso-

Jution adopted by NACA’s Committed on

1954. In

‘The neces-

Aerodynamics on October 5,
part, this resolution stated . .
sity of maintaining supremacy in the air
continues to place great urgency on soiving
the problems of flight with man-carrying
aircraft at greater speeds and extreme ai-
titudes. . .

Construction of the number one
X-15 was completed in October 1958 by
North American Rockwell, Following the
contractor demonstration flights, the X-15
began a flight program to gradually ex-
pand the flight envelope to the design goals
of 250,000 feet and a speed of six times

cause of an increase in basic weight of the
aircraft.)

In the spring of 1962, Joe Walker
piloted the X-15 to its design altitude of
50 miles.  Earlier, Major Bob White
had flown the number one ship to the de-
sign speed of over six times the speed of.
sound.  Following these flights, it was
decided that it was possible to safely in-
crease the maximum altitude of the air-
craft. Accordingly, a new series of flights
was started that eventually reached a peak
altitude of 354,200 feet in the summer
of 1963.

Interspersed with and following the
altitude flights were an extensive series of
flights to obtain aerodynamic, particularly
heating, data at altitudes of approximately
100,000 feet. These flights, maybe not so
glamorous as the record flights, were some
of the most demanding flights made in the
X-15 research program.

It was during
this series that the number two ship
made its 22nd flight with Major Bob
Rushworth at the controls. This flight
attained skin temperatures of over 1300
degrees F., the highest temperatures ever
measured on the bare skin of the X-15,

By the time the X-15 had made its
100th flight in early 1964, it had accom-
plished most of the original goals. How-
ever, the airplane had so successfully
demonstrated its ability to fly at extreme
altitudes and speeds that many scientific
experimenters throughout the country had

requested permission to have their experi-
ments carried on the X-15. In order to
accommodate the most pressing of these
experiments, the X-15 continued to fly.’
Over 25 experiments dealing with such
subject matter as star tracking, horizon
scanning, micrometeorite collection, and
the like have been carried during the past
several years.

the speed of sound. (The original speed
goal of Mach 6.6 had been lowered be-

ever, as far back as 1952, Center engineers
as well as engineers from other government
facilities were attempting to identify all
the major problems and possible solutions
that could occur in the development of an.
advanced research airplane and aid in the
advancement of aeronautics. The jump
in flight performance from the research
aircraft of those days to the proposed
X-15 type aircraft was significant: from
Mach 3 to Mach 7 and from 130,000
feet to several hundred thousand feet.

By mid-1954, a formal technical
proposal and operation plan had been
formulated by NASA’s predecessor, the

Even though the prime purpose of
these recent flights has been to carry the
experiments, aerodynamic data has been
coliected on every flight.

Last fall,

the number two ship,

: I don’t remember exactly
' why it was decided that I’d fly the

M2-Fl plywood 11ft1ng body. Jerry Gentry was getting ready to fly the
M2-F2. And he and I were selected to fly the M2-F1 and were both sup-
posed to get multiple flights. By the time I was selected, I was no longer
an M2-F2 pilot. But I probably had been in training for the M2-F1 flight
when I was still an M2-F2 pilot and was going to be allowed to fly the
flights just as a reward for having worked hard on the M2-F2. Anyway,
the day of the flight came in July of 1965. And it was raining that day.
We were out on the lakebed with the C-47 and the M2-F1, and there was
enough rain on the lakebed that there was mud caking on the bottoms of
my boots. I remember walking around with half an inch of mud on my
boots. I suggested to Milt [Thompson] that we wait for a more suit-

able day. But he pointed out that the cloud base was above the release
altitude so we wouldn’t be flying on the tow line in the clouds. He just

equipped with extra propellant tanks and
a protective abiative coating, increased the
speed mark to 4520 mph, 6.7 times the
speed of sound. It was this ship that was
to have been used for the flight test of
the experimental ramjet that is now
under development. But budgetary con-
siderations have limited the X-15 flight
tests and restricted the ramjet to theoret-
ical ground testing.

There probably won't be a 300th
flight of Project 1226. Some time later
this year - or perhaps it will be delayed
the number one X-15

until next year
will be retired from active flight test and
take its well-deserved place in the Smith-
sonian Institution - and history.
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Dana and the
X-24B, in which
he made the last
powered flight by
a rocket-powered
research aircraft,
in September
1975. The boots
he wore in this
picture were a

non-standard pink.

(E-29038)

didn’t think it was raining hard enough to cancel.
So I climbed in the M2 and took off behind the
C-47, spent probably about twenty minutes on the
tow line, released at 10,000 feet, started a turn back
to the dry lakebed, and pushed the nose over to pick
up final approach speed. When I pushed the nose
over, water ran from the belly of the M2-Fl1 up into
the nose window. The water in the nose window
formed a giant lens and the lens de-magnified what
I saw through it. So I was looking through this big
lens at the lakebed and the lakebed runway. The
lakebed runway looked like it was four to five miles
away. So I decided immediately that I wasn’t going
to be able to land using the nose window as visual
reference. I went about setting up attitude and air

speed and figuring out what I was going to look at while I did my flare and landing.
When I looked back through the nose window again to see what was going on, the
water had all gone away. And to this day I don’t know where that water went to. But

the nose window was clear again, and I flared and landed. I was supposed to get other

flights in the M2-F1, but circumstances just worked out that I wasn’t allowed to.

Q: Did you have any initial misgivings about flight in the wingless aircraft?

A: Well, I certainly did when Milt was doing tow tests. Milt was being towed by
a 1963 Pontiac convertible that we bought especially to tow the M2-Fl. T wasn’t
so sure how it was all going to work out when Milt was doing the ground tows.

But when I saw him on the tow line be-
hind the C-47 and he was still upright, then
my reservations kind of went away and I
became a lifting body fan.

Q: The M2-F3—was that the first of the
heavyweights that you flew?

A: No—the M2 was still being rebuilt when

I finished the X-15 program. And I flew the
HL-10 for a year just learning how to fly lift-
ing bodies and getting ready for the M2-F3
when it came along. So I was a project pilot,
along with Pete Hoag, on the HL-10 in 1969
and 1970 before the M2-F3 was ready.

Q: Were there similarities between the
HL-10 and X-15 flights?

A: Yes. The HL-10 landing pattern was

just about identical to that of the X-15. It

felt very comfortable. The HL-10 was a
nice-flying airplane, particularly by the time
I got in it. On first flight the HL-10 had had
flow separation at high angle of attack over
the vertical fins. And it didn’t fly very well at
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X-13'S Depart Center

The number one X-15, famous for
hypersonic speeds and towering altitudes,
has made its final flight. Unmanned and
without power, the X-15 departed the
Center in the middle of the night inside
of a C-133 transport.

Afong with its crew, X-15 pilot Pete
Knight was on hand to make sure the
famous aircraft was put aboard safely. It
arrived at noon the next day at Andrews
AFB, where it was shipped by truck to
the Smithsonian Institution in Washington,
D.C.

The number one X-15, which made
the first and final flights in the program,
will be displayed between the Wright
Brother’s Kitty Hawk Flyer and Lindberg’s
Spirit of St. Louis.

Accompanying the number one ship
were crew chief Herm Dorr, Ed Nice,
Don Hall, and Ed Sabo who will install
the X-15 in the museumn. Formal cere-
monies marking the turnover will be held

in early June.




high angle of attack. They spent a year or a year and a half modifying those fins and do-
ing wind tunnel tests. They put camber in the vertical fins so they could go to a higher
angle of attack without flow separation and made it a truly nice-flying airplane. And that

was the HL-10 that I flew, and it was an
absolute pleasure to fly.

Q: And the M2-F3 then must have followed
that. Did it handle significantly differently
from the HL-10?

A: Yes, the M2 didn’t have as good a glide
ratio as the HL-10. It flew its final approach
at about 25 degrees, and I think the HL-10

HL-10 Modifications Under Consideration §

Flight Research Center person-
nel and representatives of Northrop
Norair have casted molds of the
leading edges of the HL-10's out-
board vertical fins. The plastic
molds have been sent to the Nor-

! throp facility where new leading

edges for the HL-10 may be fab-
ricated.

The new leading edges will be
slightly curved so as to force more
air over the HL -10's control sur-

faces while inflight.

Following the HL-10's maiden
flight last December, it was dis-
covered that insufficient air was
flowing over the control surfaces.
Additional wind tunnel studies
were conducted at NASA's Langley
Research Center to varify this and
then to suggest possible changes.

Langley has suggested two dif-
ferent modifications:
of the leading edgesor thickening

the curving

was somewhere around 18 or 20 [degrees]
at 300 knots. So the M2 flew steeper and it
really did not have as good handling qualities as the HL-10. It was cer-
tainly airworthy and it proved that by flying 26 flights as the M2-F3. So it
was airworthy, but it just wasn’t as good flying or as good a glider as the
HL-10.

of the entire inside surface of the
tip fins. Data received from the
wind tunnels is now being evalua-
ted in the Center's HL-10 simula-
tor. Following the simulator
studies, one of the two modifica-
tions will be made to the HL -10.

Q: And then did you get into the X-24 program?

A: 1 served as a chase pilot for the X-24A. And I was named as a project pilot on the
X-24B, but I really never flew it until the program was over. I got a couple of powered
flights, as a matter of fact, just as a courtesy after the program was over. But I really
was never a part of the X-24 program.

Q: And you flew the last powered flight of the X-24B?

A: Yes, that’s correct. That was in September of 1975. I flew the last rocket-powered
flight flown out of Edwards.

Q: We have the videotape of the pre-flight for that and also post-flight, after you’ve
exited the aircraft. And I noticed your flight boots appear to be a little bit non-standard.

A: Yes. Well, those flight boots were kind of famous. I had gone to pick up a new pres-
sure suit in probably ‘67 or ‘68—from the David Clark Company in Worcester, Mas-
sachusetts. The contract called for black flying boots to go with the pressure suit. The
company gave me white boots. And I didn’t think it was fitting for a NASA pilot to be
wandering around in white boots. So I told them I didn’t accept the boots—I wanted a
pair of black boots. So the company eventually got me a pair of black boots and then
gave me the white boots as a gift. But they were painted pink with yellow daisies on
them. And I did fly those boots a couple of times, including the last powered flight of
the X-24B.

Q: Now once we finally came around to having a Space Shuttle, where they abandoned
the idea of using a lifting body configuration, how did you feel about that after all the
lifting body work—then you go to a more conventional—

A: 1 was disappointed, to say the least. We put a lot of effort into the lifting bodies. And
we were very proud of them and thought they were nice-flying airplanes. They had

good volume to them for their size. They had a lot of volume compared to a wing fuse-
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Dana was named project
pilot for the M2-F3. One of
the changes made to the
aircraft for the project was
the addition of a center fin,
the standard “NASA” mark-
ing on which was quickly
modified in honor of Dana’s
new assignment.
(E-20462)

100th Lifting Body Flight Flown

Late last week Fiight Research Center piiot Bill Dana flew the 100th flight in the
lifting body program, which was begun over seven years ago.

Eartier this week, the re-configured X-24B, the newest of the lifting body shapes,
was accepted by the Government in ceremonies held at the Denver plant of Martin
Marietta. The X-24B is expected here early next week.

The 100th lifting body flight was made in the M2-F3, a modified version of the
M2-F2 that made the first heavyweight lifting body flight on July 12, 1966, with Center
pilot Milt Thompson at the controls,

Six months later, Bruce Peterson flew the HL-10 on its maiden flight. It was this

flight that disclosed the serious flow separation problems that required additional wind

lage. But there was an interesting requirement for
the Space Shuttle-that it was required to have a
payload bay 15 feet in diameter and 60 feet long.
And that payload bay of that size and shape just
suited itself better to a fuselage and wing than it
did to a lifting body. There’s no reason the Space
Shuttle could not have been a lifting body. It
probably would have been heavier than the pres-
ent shape is if you’d had to enclose that 15-by-
60 payload bay in the interior of a lifting body.

Q: Of all the lifting body designs that were
studied, which of them was considered the best
possibility for a Shuttle-type vehicle?

A: I can’t answer which lifting body would
have been the best for a Space Shuttle. I think
the M2 was automatically voted out because
of its poor glide ratio, its poor performance.
NASA, and Dryden in particular, were looking
at the HL-10 as a Space Shuttle candidate. I
think Langley looked at that too, because the
HL-10 was Langley’s design. So I know that
Dryden looked at the HL-10 as a Space Shuttle
candidate, and I don’t remember anything that
disqualified it. I think it flew very well even as

a big airplane, and would have made a fine Space Shuttle. I don’t

tunnel studies and subsequent modifica-
tions. The HL-10 did not return to active
flight status until some 15 months tater,

in May of 1967 the M-2 was severely
damaged in a landing accident. The next
year, following several months of “inspec-
tion” by the Center and Northrop, a deci-
sion was announced to partially restore
the M-2. Modified with a new center fin,
the redesigned M2-F3 was returned to
the Center and made its first flight in
1970.

Following minor modifications to

the leading edge of its vertical fins, the
HL-10 returned to active flight status in
March of 1968 and continued through
June of 1970. The first of the lifting
bodies to use a rocket motor for propul-
sion, the HL-10 flew to an altitude of 29
kilometers {90,000 feet) and a speed ‘of
1975 kilometers per hour {1220 mph).

An Air Force-designed lifting body,
originally called the SV-8J, later changed
to X-24A, was delivered in late 1967.
With USAF Major Jerry Gentry at the
controls, the X-24A made its first flight
on March 17, 1969. Center research pilot
John Manke piloted the X-24A on its final
flight on June 4, 1971, prior to its con-
version to the X-24B.

As of this time, it is planned to con-
tinue flying the M-2 for the rest of this
year’s flying season. Several other pilots
will probably be checked out,

The X-24B
marked nine months of work to convert
the lifting body to the new and ionger
shape. The X-24B was accepted by a rep-
resentative of the Air Force's Flight Dy-

turnover ceremonies

namics Laboratory. Center Deputy Dir-
ector De Beeler and project pilot John
Manke officially represented the Center
at the+ceremonies. '

Following delivery, the new shape
will be readied for flight, now tentatively
scheduled for next spring.

know that NASA ever looked at the X-24, which was an Air Force shape. I
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don’t know whether they looked at it or not for the Space Shuttle. But in any case,
ultimately the payload bay drove them to a wing and fuselage.

Q: Did you work with the Lunar Landing Research Vehicle at all?
A; No, I didn’t. I checked out in a helicopter, hoping for a shot at that program.

Q: The biography we have on you probably lists only about half of the things you actu-
ally worked on, if that. It does mention that you worked on the YF-12.

A: No, not really true. As the YF-12 program came to a conclusion, they gave everyone
in the pilot’s office one ride in the YF-12, one ride to Mach 3. And I got my one ride.
Then on the fifth landing of the Space Shuttle, in the approach and landing tests, the
Space Shuttle landed on the main runway. And it got into an elevon rate limiting situa-
tion which caused pilot-induced oscillations in both pitch and roll. So because of those
pilot-induced oscillations, NASA-including Dryden—started a massive campaign to
understand pilot-induced oscillations, to see what had caused them in the Space Shuttle
and what we could do to correct them.

Dryden flew a multitude of airplanes looking for pilot-induced oscillations, including
the Calspan total in-flight simulator and the Dryden F-8 Digital Fly-By-Wire with time
delays added to its control system. Another airplane they looked at because they didn’t
think it would be susceptible to pilot-induced oscillations was the YF-12. They wanted
pilots who hadn’t flown the airplane a lot so that the pilot experience wouldn’t cover
for aircraft deficiencies. So Einar Enevoldson and I were selected as the two novice
pilots in the YF-12 who would look at pilot-induced oscillations. We went out in a fly-
ing suit, not in a pressure suit, and flew simulated flame-out landings and conventional
power-on landings for a whole tank of gas looking for pilot-induced oscillation. I was
unable to get any in the YF-12, and my memory of it is that Einar was not able to get
any either. So I got two flights in the YF-12 and that was all. I really shouldn’t have it
in my bio because I didn’t fly it except as a guest pilot.

Q: Was that in the YF-12A—or—
A: Yes, it was in the YF-12A~the 935, which was a true YF-12.

Q: Right, of course the YF-12C being an SR-71.

Bill Dana To Receive Haley Space Award

Bill Dana, Dryden Flight Re-
search Center pilot, has been
selected to receive the 1976 Haley
Space Flight Award, presented
by the American Institute of
Aeronautics and Astronautics.

Dana will accept the award at
the international Astronautical
Federation Conference on Friday,
October 15 at a banquet in the
Grand Hotel in Anaheim.

The award, named in honor of
Andrew G. Haley, one of the
founders of the American Rocket

Society, is given ‘‘for an

outstanding contribution by an
astronaut or flight test personnel

to the advancement of the arts,
sciences or technology of astro-
nautics.”

Dana will receive the award for
his “outstanding contribution to
the M2-F3 Control Systems
Research in 1972 and continuous
contributions as a test pilot on
many aerospace vehicles.”

Dana served as pilot on the
manned lifting body program at

Dryden Flight Research Center at

Edwards, flying the  HL-10,
M2-F3, and X-24B lifting bodies.
Prior to this, he was project pilot
on the X-15 research airplane
program, making 16 flights in the
rocket-powered aircraft.




A: Yes, it was—they said it was a modified SR-71. But
it had SR-71 systems and, probably most importantly,
it had SR-71 fuel. So it would go a lot longer than the

Dana Becomes Third Pilot To Fly X-24B
Flight Research Center pilot Bill The former X-15 pilot is
Dana became the third man to fly X-248 co-project pifot for the
the X-24B when he made his first  Flight Research Center working
flight in the experimental craft closely with prime project pilots
this week. John Manke and Lt.Coi. Mike
Love.

Dana and the X-24B were
air-launched . nzar Lancaster and
then used the XLR-11 rocket
engine to climb to a maximum
altitude of 71,000 feet and peak
velocity of 990 mph.

Q: Yes, it was actually the number two SR-71A. But
hey put a bogus serial number on it so that it would
jstay in the sequence. Because the [three] YF-12As
that they built [had] tail numbers 06934, 935, and

93 6. So in order to make it stay in the sequence they
igave it 937, which was actually assigned to a different
aircraft.

Following engine shutdown, he
maneuvered the X-24B to a
landing on the dry lakebed.

(Q: And your bio also says you worked on the Convair
990—

A: Yes, I flew co-pilot on the Convair 990 right up until I ended my flying portion of
my career. I was co-pilot to Gordon Fullerton on that and was looking forward to the
simulated Shuttle landings. But I never got that far in the program.

Q: Do you have any anecdotes about some of the people you worked with such as Milt
Thompson, Dick Day, Hubert Drake, and Neil Armstrong?

A: Well, all of them were certainly heavyweights. It was by the force of Milt’s person-
ality, along with Paul Bikle and Dale Reed that we flew the M2-F1, which I think you
can see really opened up the management acceptance of the lifting body shape. The
shape didn’t look like it would fly or at least it didn’t look like it would flare and land
horizontally. And I think watching the M2-F1 flare and land horizontally, it was pretty
hard to deny that the shape was airworthy. So T think that Milt in great measure influ-
enced the acceptance of the lifting body as a credible return-from-space vehicle.

Paul Bikle was one of the best leaders that I’ve ever seen in aerospace. Paul was a
very bright man. He had come up through the ranks in engineering and was eventu-
ally chief civilian engineer at the Air Force, and was asked by NASA to take over the
Flight Research Center and did so. I think the quality that made Paul so effective was
that he knew what was worth doing and what wasn’t. There are a million ideas out
there. Ideas are the easiest thing in the world to find. It’s the good ideas that are diffi-
cult to locate. Paul had a nose for what was
worth doing and what wasn’t and did it.
He was principal participant in the X-15
and the lifting body programs and many
other research programs we had here.

Automotive Engineers Aerospace Vehicle fi
Flight Control Systems Committee. . . ..
When Bill Dana, Pilot’s Office, received

Neil Armstrong—another very good
mind-a good X-15 pilot, a good NASA,
or NACA research pilot. Then I think he
proved his quality to the world on the
Gemini 8 mission and the Apollo 11 mis-
sion. And I don’t think it was by accident

he was selected for the Apollo 11 mission.

I think he was selected because people
felt he was capable of doing that job.
And you asked about Jake Drake. Jake
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his new HL-10 pressure suit, he also re-
He said he'd
wear pink ones before he’d wear white

ceived new white boots.

ones. Hedid....... New bridegrooms
include Bob Cook, Ray Kellogg; both of
Data Systems, and Norm DeMar, Flight
Operations. . . . . .. Apollo 12 has not
really received its proper agricultural re-

cognition for planting a Bean on the lunar




was another one of the really fine minds that came out of Dryden. My understanding

is that it was Drake’s idea from start to finish [for] the concept of a Lunar Landing
Research Vehicle. The problem had been that if you used rockets for lift on a lunar
landing simulator that was to be flown in Earth’s gravity, why, you needed six times the
rocket thrust to lift that airplane off the Earth that you would have needed to operate

in lunar gravity. And therefore when you tilted the airplane, you had six times as much
acceleration for a given tilt angle on Earth as you would on the Moon. This would have
rendered it ineffective as a trainer because it just wouldn’t have been representative of
the lunar lander.

Jake Drake’s concept was to build a Lunar Landing Research Vehicle that would
carry five-sixths of the weight of the vehicle on a jet engine that was gimbaled and
stabilized so that the jet engine was always pointing straight down. And then you’d
only use the lift rockets to carry one-sixth of the weight of the Lunar Landing Research
Vehicle. When you tilted it to translate, you had the right amount of thrust to simulate
operating in lunar gravity. And everyone that ever landed on the Moon flew either the
Lunar Landing Research Vehicle or the Lunar Landing Training Vehicle, which was an
operational version of the LLRV. As far as [ know, everyone said that they were a high-
fidelity simulation of the lunar landing. And that was Jake’s idea from start to finish.
He was so far senior to me, and he was here for such a short time after I got here, that
I don’t know what some of his other good ideas were. But he carried a reputation with
him of being an original and visionary thinker.

Dick Day was another visionary. He was a very practical man. He had been a World
War II bomber pilot who came to the NACA in 1951 as a research engineer and got
access to the Air Force Flight Test Center’s analog computer. He added a cathode ray
tube for an attitude indicator and a rudimentary pilot’s stick for a control device, and
had himself a simulator. He was able to program in the handling qualities of an airplane
such as the X-2, and thus had a simulator that could fly like the next flight of a vehicle.
That gave the test pilot the first opportunity in history to assess the stability and control
and performance of an airplane before that airplane ever flew with those flight condi-
tions. So he invented the engineering simulator.

He also was instrumental in discovering the causes and corrections for inertial roll
coupling, which had been experienced by the Douglas X-3 research airplane and by the
F-100A with its original designed vertical tail, two of which were lost due to inertial
roll coupling. Dick determined that roll coupling was the cause of the loss of those
F-100s and helped design the vertical tail that went on production F-100s. So those are
five of the best minds that I’ve been exposed to here at NASA. There are other good
ones. But those were five of the very best and were the people that have made it such a
privilege to work here through the years.

original pilots for the now -canceled
X-20 DynaSoar Program.
Both aviators, who have served

Two New X-15 Pilots Named

Two new pilots have been added
‘to the X-15 research program.
The two pilots, Air Force Captain
William J. Knight and William H.
Dana, are expected to make their
first flights this fall.

Dana, 34, is a civilian pilot-en-
gineer at NASA's Flight Research
Center. He has served as project
pilot on a variety of flight pro-
grams including the study of su-
personic transport operating pro-
Dana, who received his

cedures.

masters degree in aeronautical en-
gineering from the University of
Southern California in 1958, has
also piloted NASA's M2-F1 light-
weight lifting body.

Capt. Knight, 35, is attached to
the Air Force Flight Test Center
at Edwards AFB. A 1964 graduate
of the Aerospace Research Pilots
School, Capt. Knight was project
pilot on the F-5 NATO fighter. He
was also selected as one of the

130

as chase pilots on previous X-1i5
flights, are undergoing an extensive
training program, both on the
ground and in the air.

Dana and Knight will join the
current four X-15 pilots: Capt.
Joe H. Engle, USAF, John B. Mc-
Kay, NASA, Maj. Robert A. Rush-
worth, USAF, and Milton O.
Thompson, NASA.

The two new X-15 pilots will
become the 10th and 11th men to
fly the X-15, the world's fastest
and highest flying aircraft.




Q: And what was Joe Walker like?

A: Joe was very bright also. Joe was a real aviator, and he was a doer. Joe got things
done. When a modification was needed to a research airplane, Joe was there to see that
that modification was done and done to his satisfaction. He was a perfectionist. And the
programs he worked on were usually successful, and he was usually successful. I don’t

think I’ve ever seen a picture of Joe Walker where he’s not smiling.

Q: Yes, he looked like he really enjoyed his work.

A: Joe had one of the nicest sets of teeth of anyone. They were straight and large. And

he smiled easily, and he was a very happy-looking man when he did smile.

Q: He and Joe Engle.

A: Yes, Joe Engle’s another good smiler.

Q: So what would you say Paul Bikle’s management style was like? What character-

ized his style of managing the Center?

A: First of all, Paul didn’t sit in his office and wait for reports on how everyone did.

Paul was out in the hallways talking to
everyone, including managers, includ-
ing engineers, including mechanics
and janitors. Paul talked to them. He
knew what was going on every day.
But that wasn’t really the quality that
made Paul great. As I said, the quality
that made Paul great was that he knew
what a good idea was and he knew
what wasn’t. And he didn’t waste our
time following a lot of blind alleys. He
was instrumental in the X-15, the lifting
bodies, probably in the Lunar Landing
Research Vehicle—although I was not
on that program and can’t tell you how
much Paul affected it. But Paul just
knew what was worth doing and what
wasn’t. And that’s what made him a
great man.

Q: Since you first came to work here,
have you seen many changes in the
style of management?

A: Well, yes, I have seen changes in the
style. But it isn’t the human beings that
have changed, Pete. Human beings are
just the same as the day I came to work
here. We didn’t have congressional
oversight; we didn’t have much Head-
quarters oversight when I first came to
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Center Lights Up
The Sky!

Last week the Center began a
unique series of tests that literally
lit up the skys.

Powerful flares, rated at two-

"million-candlepower each, Wwere
dropped from the C-47 as it
cruised above the lake bed. The
flares used parachutes to slow

their rates of descentand burned
for three minutes.

Center pilots, Bruce Peterson
and Bill Dana, were airborne in
two F-104 aircraft. They were
using the light from the flares to
illuminate the lake bed in order to

enable them to make simulated
lifting body approaches.
During last week's tests the

flares were used in differentcom-
binations and from different alti-
tudes. The pilots each made sev-
eral touch-and-go landings.

Reports from the preliminary
test seem good according to the
pilots. Further tests will be
made later,

At the higher drop altitudes,
the flares should be visible
throughout the local area.




work here. The Dryden Flight Research Center was given a certain amount of money
every year to do research, and it was pretty much up to the director where that money
went and what it was used for.

Now that isn’t the case. Congress pretty much tells us what we’ll spend money for,
and Headquarters is there to see that we spend it for that. So there isn’t the freedom of
choice that there was when I first came to work here. And that’s both bad and good.
Congress has probably kept us from squandering money on some of our poor ideas, but
they may have prevented us from spending the appropriate amount of money on some
of our good ideas. So it’s hard to say whether that’s a good or a bad change. Butitis a
change.

Q: Have the various center directors had particularly different management philoso-
phies, or are they pretty similar?

A: Well, the different directors we’ve had have had different marching orders when
they came in. For example, when Paul Bikle retired and Lee Scherer came in, Lee
came in from the space program. And he had marching orders to line Drydenup to be a
recovery team for the Space Shuttle and to support the Space Shuttle. Lee did that, and
he did that very effectively. Other managers have had other marching orders, and the
Center has done different things under different managers. But there hasn’t been a one
of them that hasn’t been a bright man or a hard worker. I think we’ve had good leader-
ship throughout. And if some rose a little farther to the top than others, why, that’s just
the way human nature and statistical mathematics work.

Q: What do you feel are some of the most important projects that the Center has par-
ticipated in?

A: Well, certainly the X-1. I think the day the X-1 flew supersonically is one of the
major milestones in aviation history. I think you’d have to say the X-15 was important
because it has to be considered one of the steppingstones into space. The X-1 and per-
haps others and the X-15 are undeniable steppingstones toward the Space Shuttle. The
Lunar Landing Research Vehicle-I’ve already talked in detail about the contribution of
that. That required great vision and it required great persistence, to make that happen.
And that was a successful program. It was used, as I said, by every astronaut that ever
landed on the Moon and praised by every one of them. Our support of the Space Shut-
tle system—even though we weren’t a big player in the Space Shuttle program—I think
has been significant. Providing the landing site, providing the lighting for runways—we
had done some research into night landings of low lift/drag ratio vehicles before the
Space Shuttle landed at night. I think our design and development of the digital flight
control system has been a major contributor to aeronautical research. So those are some
of the ones that jump immediately to mind. That isn’t to say there may not have been
other programs here that were of equal value.

Q: I'think that’s about all the questions I can think of, and I certainly thank you for
your time.

A: You’re welcome, Pete.
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Bill Dana riding on
one of the 1968
Rose Bowl parade
floats. He was
that year’s Grand
Marshal
(E-10750)
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space through longer and longer suborbital flights, and finally into orbit. The vehicles
that were to make these ever-faster-and-higher flights were to be extensions of exist-
ing aviation concepts. As for a landing on the moon, this was seen as something for a
distant future. The unexpected factor was the rapid advance of ballistic missiles in the
1950s; what had been viewed as an impractical technology was transformed by Cold
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War necessity into an operational reality. In the process, the technology needed to put
a human into orbit also was created. Just as rocket technology had made piloted space-
flight possible, it was the launch of Spuznik 1 by a Soviet ballistic missile that made it
necessary. Space was a way for the two Cold War rivals to demonstrate their respective
technological and military capabilities.

For a time, the competing technologies of capsules and aircraft continued in parallel.
The X-15 made its initial test flights, and the Air Force worked on the X-20 Dyna-Soar,
even as development of the Mercury capsule began. It was another Soviet achievement
in space, the launch of Vostok 1 with cosmonaut Yuri Gagarin, which again altered the
course of the future. Though President Dwight D. Eisenhower had not directly con-
fronted the Soviets in space, his successor, John F. Kennedy realized that minimizing
Soviet accomplishments was no longer politically viable. The United States accepted
that it was in a race with the Soviets in space and was running that race to win. The
result was Kennedy’s decision to throw down the gauntlet of an American lunar landing
being achieved before the end of the decade.

The enormity of the Apollo program, in terms of the effort required, its abbreviated
schedule, and the nature of its goal, overshadowed all else. The X-15 faded into obscu-
rity, and the X-20 was cancelled in December 1963, before it ever flew. The future of

Lifting Body Study
Awarded To Martin

The Martin Co., Baltimore,
Md., has been selected by the
National Aeronautics and Space
Administration to make 2 study ‘of
the costs,crew size and complexi-
ty of a flight research program

cfreedom of choice if such a pro-

using a manned lifting-body vehi-
cle,

The study contract will be ne-
gotiated with Martin by the NASA
Langley Research Center, Hamp-
ton, Va. The contract is expected
to cost about $450, 000. .

Wingless lifting bodies which
rely on their shape alone t? pro-

vide aerodynamic lift for fhght. in
the Earth's atmosphere, are being
studied by NASA's Office of Ad-
vanced Research and Technology
for possible use in a variet-y o.f fu-
tare manned space rMiSslons.
Their added lift and maneuverabi-
lity provide a number of advantages
over current space vehicles.

In conducting the study, the con-
tractor is required to consider an
HL -10 lifting -body concept caf_)able
of carrying one, two, four, six orT
eight crew members. The HL-1C
is considered representative of ad-
vanced lifting entry vehicles.

NASA has specified Titan 11, Ti-
tan III and Saturn 1B as potential
launch vehicles. For study pur-
poses, the Flight Research C.enter
would be a probable landing site.

Although NASA's approved flight
programs do not include such axn

effort, the research mustbe per-
formed well in advance to permif
{Continued on page 2)

gram becomes needed.
: Thus far, all U, S. manned
Spacecraft have been landed in the
oceans, but future mission plan-
ners will need the option of land-
Ing at other locations such a
dry lake beds, and will want a
spacecraft able to fly long dis-
tances inside the atmosphere be -
i fore maneuvering to a safe touch-
down under a pilot's control.

~ Lifting body vehicles are con-
sidered Potentially useful for

s large

: spacecraft inspecti’or;,
revair and reconnaissance; logistic
and re-supply of advanced space
stations; search and rescue
manned int_erplanetary missions
and as an upper stage of a recov-
erable launch vehicle,

The HIL -10 concept was evolved
through extensive research at
Langley. tThe letters "HL" stand
for Horizontal Landing, while the
numeral 10 indicates the place in a

series of research models
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NASA Requests Proposals
For Space Station And
Shuttle Craft Studies

The Nationa!l Aeronautics and Space
Administration has requested proposals
from the aerospace industry for design
and planning studies of a space station
program for the mid-1970’s, including
various concepts of reusable space shuttle
craft.

Major efforts of the studies will be
preliminary design and planning of a 12-
man Earth-orbital space station which
could be developed by 1975. |t would be
designed to have an operational life of 10
years, subject to resupply of expendables
and rotation of crews with logistics ve-
hicles. The space station is envisioned as
the initial element of a large space base,

The work will include a conceptual
design of a 50-man space base made up of
specialized modules assembied in low
Earth orbit in the late 1970’s and early
1980's.
centralized facitity in orbit comparable to

The space base would be a

ascientific and technical research, deveiop-
ment, and operations center on Earth,

Scientists and engineers of many
disciplines could utilize itsunique features,
such as weightlessness, vacuum, Earth
viewing, and unobstructed celestial viewing
for a large variety of research and appli-
cations activities.

Modified Apolio and Gemini space-
craft will be considered as initial logistic

- systems or shuttle craft for the space

station design in the event an advanced

. space shuttle would not becorne available

for the early phase of space station oper-

ations,  Various concepts of advanced

_space shuttles such as lifting bodies will

be evaluated to identify the most eco-

nomical means of supplying a large space
base.
would be capable of fand landing at
precise locations.

Each of the shuttle concepts

spaceflight seemed to belong to the capsule. The accelerated time frame

i of the Apollo program also altered existing ideas about how to put a man

on the moon. The conventional wisdom at the time of Kennedy’s an-
pouncement had called for building a battleship-sized rocket to launch a
‘émassive spacecraft on a direct ascent for a lunar landing. But the engi-
neering reality of building such a huge rocket and large spacecraft, in the
’tlme frame Kennedy envisioned, rendered the concept out of the ques-
tlon The idea of launching several boosters, enabling a large spacecraft
to be assembled and fueled in orbit, was similarly problematic. Instead,
he task of landing would be divided between two spacecraft. The Apollo
'Command Module would take astronauts to and from lunar orbit, while
;the Lunar Module would make the actual landing. This in turn led to
?development of the Lunar Landing Research Vehicle, which would be
iilsed to train astronauts for the landing. Development of the LLRV was
to constitute the FRC’s primary involvement with the Apollo program.

_ In one respect, the fact the FRC had a minimal role in the Apollo
fprogram allowed its personnel to think beyond the immediate require-
‘ments for a moon landing to future possibilities in space. The activi-

;ities undertaken during this time reflected ideas that had first originated

- with the round-1-2-3 concept a decade before. Although the goal was

no longer putting an aircraft into orbit, the work undertaken at the FRC

; eflected the concept of a step-by-step progression. Rather than a simple
faster-and higher progression, however, this approach actually involved
;1 series of tests that would address different elements of the equation.
 Research with the X-15 would provide data on high speeds and altitudes.
 The M2-F1 research would prove the concept of a lifting body, and that
%1 vehicle resembling a bathtub really could fly. The heavyweight lift-
mg bodies were refined vehicles, with configurations that could actually
w1thstand re-entry. They would fly in a limited performance envelope,
however, below altitudes of 100,000 feet and at speeds of less than Mach
2, to keep costs low.

As a result of this work, the stage was set for development of a
S;,reusable orbital spacecraft. X-15 flights provided the first real-world
ihypersonic aerodynamic and heating data. Some of the results were
expected while others, such as the absence of laminar airflow at
hypersonlc speeds, ran counter to earlier wind-tunnel predictions. Energy
‘management principles required for atmospheric re-entry also were
proven during the X-15 program, as were experiences with localized

“heating, airframe buckling, and in-flight landing-gear extensions. The

different lifting-body designs illustrated that it was possible to build unconventional
vehicles capable of both withstanding re-entry and making controlled low-speed
landings. This could be done not only on the lakebed, as with the X-15, but also on a
concrete runway, as demonstrated with the X-24B.

In some cases, the most valuable contributions of the X-15 and lifting-body research
came in showing what did not work. The ablative heat shield applied to the X-15A-2
provided, in theory, a simple method for refurbishing a space vehicle after flight. In
practice, however, the procedure was clumsy, difficult, and time-consuming. The vari-
ous heavyweight lifting bodies did not need heat protection for their relatively slow
flights. The X-24A was wind-tunnel tested, however, with a simulated ablative heat
shield—a layer of white glue and sand applied to the aircraft’s underside—and chicken
wire giving the shield texture. The tests showed that added surface roughness greatly
increased vehicle drag. Painted with the textured coating, the craft would have been
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much more difficult to fly and land. These experiences made it clear that either ceramic
or metal tiles would be required on a reusable spacecratft.

Just as political realities had shaped the decision to abandon the round-1-2-3 ap-
proach in favor of capsules, and made it necessary to directly confront the Soviets in
space with the Apollo program, so too did political considerations shape development
of the emerging spacecraft. When the lifting body program began, the vehicles were
envisioned as being used for taking crew and supplies to a space station. Fulfilling this
role required a relatively small vehicle, akin in size to the X-20.

But by the early 1970s, the number of tasks a “space shuttle” would be required
to fulfill would increase dramatically. In addition to crew rotation and re-supply, the
vehicle would also have to carry large space station components and satellite payloads.
It would have to serve not only NASA missions, but military and commercial space ac-
tivity as well. The space shuttle would have to replace all existing expendable boosters.
This created the perception that a shuttle would require a payload bay 15 feet wide and
60 feet long and the capability of carrying in excess of 50,000 pounds of payload. This
was the equivalent of the volume and weight capacity of a railroad boxcar.

The same political imperatives affected not only the type of vehicle to be built, but
also its overall configuration. The high levels of funding that the U.S. space program
had initially enjoyed had begun to fade even before the first moon landing. The initial
shuttle concepts called for two piloted stages, a configuration dating to the early 1950s.
The first stage would accelerate to a specific speed; the second stage would then sepa-
rate, ignite its engines and head toward orbit. The first stage would turn back and land.
Because the second stage would contain internal fuel tanks, it would be a large vehicle.
This, in turn, meant that the first-stage vehicle had to be larger still. Both shuttle stages
would be completely reusable to keep operating costs low.

But the same reduced funding that dictated multiple roles
for the spacecraft also meant that money would not be avail-

able for this pair of advanced, technically demanding, and fully
reusable vehicles. Instead, a simpler, semi-reusable configura-
tion evolved. The shuttle vehicle would carry three liquid-fuel
engines fed from a very large external drop tank. To supply the
additional thrust for liftoff, a pair of solid rocket boosters would
be attached to the sides of the external tank. At liftoff, both the
liquid and solid rockets would ignite. The solid rockets would
burn out in about two minutes, separate from the tank and para-
chute to an ocean splashdown. They would be refurbished and
used again on subsequent flights. The shuttle would continue on
toward orbit using the remaining fuel in the external tank. Just
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before reaching orbit, the now-empty external tank would be
jettisoned to burn up on re-entry. The shuttle would fire small rockets to provide
the final velocity needed to put itself into orbit.

As the shuttle concepts evolved at the end of the 1960s and into the 1970s, FRC
personnel provided their insights to designers. One issue that sparked a major contro-
versy was the use of landing engines. Many believed that the shuttle would have to
be equipped with jet engines in order to make a powered landing. Milt Thompson and
other pilots and engineers pointed to more than twenty years of experience with rocket
aircraft making unpowered landings on the lakebed. They argued that landing engines
did not increase safety, but rather diminished it due to the complexity, weight, and level
of risk the engines added.

The final test came (and the issue was settled) when two powered landing flights
were made with the HL-10. The lifting body was fitted with small rocket engines, and
Air Force test pilot Peter Hoag made the powered approach. The results were eye-
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opening. Due to the flatter trajectory of a powered approach to the runway, Hoag had
a harder time hitting the planned touchdown point. By contrast, the steep unpowered
approach allowed a pilot to aim directly at the runway, flare, and make the touchdown.
The idea of landing engines was dropped. Subsequently the X-24B completed two
unpowered, precision landings on Edwards Runway 24.

President Richard M. Nixon gave his approval in 1972 to develop the shuttle. FRC
engineers began to assemble the aerodynamic database that would be used in its
design. This was built on data from the X-15, XB-70, and YF-12 flights, as well as on
any wind-tunnel or other research data that might apply. The margins for error had to
be determined for each data set. FRC engineers also were involved in developing the
instrumentation packages that would be flown on the orbital shuttle missions.

Once the prototype shuttle, named Enterprise, was completed, it was moved from the
Rockwell International assembly plant through the streets of Palmdale and Lancaster,
and finally to the Dryden Flight Research Center at Edwards. The shuttle was to begin
the Approach and Landing Tests (ALT). These would serve several goals. The shuttle’s
subsonic aerodynamics, such as its lift-to-drag ratio, could be measured. More impor-
tant was that the vehicle’s computer fly-by-wire system could be tested in actual flight.
The shuttle was totally dependent on its redundant computer system for stability and
control. Should these suffer a total hardware or software failure, the vehicle would be
lost.

The shuttle would undergo preliminary tests during the ALT that were similar to
those of earlier research aircraft. First would be high-speed taxi tests of the shuttle and
its launch aircraft down the Edwards runway. These would be followed by unmanned
captive-carry flights to test the shuttle’s aecrodynamics and systems. Next would come

manned captive-carry flights, with a crew on board to
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. operate the systems. These would follow the actual launch
proﬁle with the exception of the actual separation. The final
step would be free flight of the Enterprise.

{ The shuttle launch profile was radically different than
that of the B-29s, B-50s, and B-52s that carried its research
§‘redecessors The X-1s, D-558-IIs, X-2s, X-15s, and vari-
us lifting bodies had all been dropped from underneath
their motherships. The Enterprise would be carried aloft on
gthe back of a modified 747 airliner. Once the pair reached
the launch altitude, the 747 would nose down into a shallow
descent. The shuttle commander would fire explosive bolts,
Eamd the pair would separate. The shuttle would be mounted
at a nose-up angle, which would cause it to develop enough
lift to separate cleanly. Despite the calculations, the possi-
bility of the shuttle striking the 747’s tail was on everyone’s
‘minds.

. The five free flights had three different profiles. The
Enterprise would initially be fitted with a tail cone to

;; educe the turbulence on the 747’s vertical fin and improve
-the shuttle’s lift to drag ratio. The shuttle would land on
the lakebed, with its long runways. This would provide a
ireater margin of safety for the first, second, and third free
ﬂights On the fourth flight, the tail cone would be removed.
 This would cut the shuttle’s lift to drag ratio nearly in half,
causmg it to descend more steeply. Like the previous three
ﬂlghts however, this mission would also touch down on the
" lakebed.
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The fifth and final free flight had a much more demanding profile. Once the shuttle
became operational, the landing site for the shuttle would be Kennedy Space Center.
A long and wide runway was built amid the swamps and alligators, and it had a much
smaller margin for error than the lakebed at Edwards. The fifth flight would make a
landing on the concrete runway at Edwards to demonstrate the shuttle could success-
fully accomplish this demanding task.

Two crews were selected for the ALT flights. The first was Fred W. Haise (a former
Dryden research pilot) and C. Gordon Fullerton, and the second was Joe H. Engle (a
former X-15 pilot) and Richard H. Truly. The crews would alternate; Haise and Ful-
lerton would make the first and third manned captive-carry missions and first, third,
and fifth free flights, Engle and Truly the second manned captive-carry mission and the
second and fourth free flights.
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Shuttle Study

Contracts Near

The National Aeronautics and Space
Administration has selected’ two aero-
space industrial firms for final negoti-
ations of parallel 11-month contracts for

definition and preliminary design studies

of a reusable space shuttle vehicle for
possible future'space flight missions.
Fixed priced contracts will be ne-
gotiated with McDonnell-Douglas Corp.,
St. Louis, and North American Rockwell

Corp., Space Division, Downey, Calif.
valued at approximately $8 million each.

NASA has also selected three aero-
space firms for final negotiations of par-
allel 11-month Phase B design definition
study contracts for the space shuttle
main propulsion system. The studies
will be managed by the Marshall Space
Flight Center, Huntsville, Ala.

NASA will negotiate fixed price
contracts with Aerojet Liquid Rocket
Co. of Aerojet General Corp., Sacramento;
Rocketdyne Div. of North American
Rockwell Corp., Canoga Park, Calif.; and
Pratt & Whitney Div. of United Air-
craft Corp., West Palm Beach, Fla. to
define requirements for the shuttle en-
gine, to provide a prototype gngine design

to meet technical requirements.

Winning Incentive Awards last month were
Al Harris, Jr., Flight Operations, and
Jim Craft, Data Systems . Former
X-15 pilot Bob Rushworth has returhed
to this country following his tour of
dt{ty in Vietnam. On his last flight
mission, his F-4 aircraft was damaged
by enemy ground fire Another
X-15 pilot, Pete Knight, visited Sweden
last month to fly some of the new Swedish
aircraft According to a NASA
Headquarters bulletin, the Hertz Rent-A-
Car Company offers a 20% discount to
NASA employees. 1D cards are necessary
to obtain the saving, . Meryl De-
Geer’s, Flight Operatlons adwce to young
Co-0p engineers is,

“Don’t spend aH of your
money on wine, women, and song; save
some to spend foolishly. " . Richard
Eubank, Admmlstratlon received a $35
Incentive Award from the Center (ast
vear. This same idea, a handling device
for moving bujky items, has been adopted
by the Goddard Space Flight Center and
he will receive a second check.

John Manke, Pilot’s Office, comes
from a town in South Dakota that is so
small that they closed the town zoo when
the local pigeon was run over by a car.....
According to Ron Waite, Flight Opera-
tions, the arrival of one more F-8 and

we'll delete the final A in NASA.
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Interviewed by Curtis Peebles, February 9, 2006
(Original questions and responses amended
by interviewee in March 2006)

Melvin Burke’s background is similar to that of many of the engineers who worked on
the space projects of the late 1950s through the 1980s. He was a child of the Depression
and grew up in the Midwest. He was first introduced to electronics while serving in the
U.S. Air Force during the Korean War. Burke attended Michigan State University, gradu-
ating with a degree in physics. He worked on the ground support equipment used with the
Thor ballistic missile. This booster was later used to launch the first U.S. moon probes,
the Corona photo reconnaissance satellites, and the first U.S. weather and communica-
tions satellites. He worked at AC Spark Plug on the Titan ICBM inertial guidance system
and the Polaris submarine navigation system. Like many others in the early 1960s, Burke
grew tired of Midwestern winters and joined the migration to the Sunbelt. And like many
of those arriving at the Flight Research Center to work on the X-15, his first impressions
of Lancaster were mixed.
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Q: You were born in White Cloud, Michigan. Could you describe your early years?

A: I'was born in 1932, in the Great Depression, my parent’s first son. My sister was born
three and a half years before me and my brother nearly 6 years after me. My father was
a printer and full-time permanent jobs were rare. Consequently, we moved a number of
times and I had the opportunity to attend several different schools. I remember the first
school I attended was in Whitehall, Michigan, when I was 4 years old. We moved to
Muskegon, Michigan, before I turned 5 and, even though I had started school in White-
hall, Muskegon would not allow me to enter their schools until I was 5 years old. When
I did start school I attended the Moon School, which was about two blocks from where
we lived. Muskegon was a medium-size city with a daily newspaper, the Muskegon
Chronicle, where my father worked as a linotype operator. We lived in Muskegon until
I was midway through the fifth grade. At that time we moved to a farm near Greenville,
Michigan.

We only lived on the farm for a couple of years but [ certainly remember the hard work
involved with farming. It was a large farm, 360 acres, and even though I was young, I
was expected to do my share. We had 24 cows that had to be milked by hand morning
and evening as there was no electricity. My father and I handled the milking and most of
the farm chores. I think he milked about three cows to my one. We processed the milk
through a hand-powered separator, separating the cream from the milk. We sold the cream
to a local creamery that made butter from the cream; the skim milk was fed to our pigs.
We raised beans, corn, oats, wheat, and hay. Most of the work was done with horses as
World War II was ongoing and gasoline was in short supply. The grade school my brother
and I attended was a two-mile walk from the farmhouse. It was a two-room school, one
room for classes and a small room for coats. We walked to and from school every school
day. In the winter that took an effort but in the spring and fall it was an enjoyable hike.

We left the farm and moved to Fremont, Michigan, where I attended junior and se-
nior high school, graduating in 1950 when I was 17 years old. During my freshman and
sophomore years in high school, I attended school for only part of each year. | was fortu-
nate to have been appointed a page in the Michigan state senate and lived in the YMCA
in Lansing, Michigan, some 120 miles from home. It was pretty heady stuff for a 13-year-
old, living on his own, eating all of his meals in restaurants with a lot of free time. Even
though the senate was in session only 3 or 4 days each week, we reported to work Mon-
day through Friday and normally spent about 7 hours each day there. The senate session
lasted from the first week in January through mid-April. Fremont High School allowed
me to study on my own and to take end-of-semester and final exams. Luckily, while not
achieving any academic accolades, I was able to pass and keep up with my class. Other
than having been a page, my junior and senior high school years were quite uneventful.

I participated in sports, was a member of the student council and generally followed the
routine of a typical small-town teenager.

Q: How did you become interested in engineering?

A: When I was in the service during the Korean Conflict, I worked with a Philco Tech-rep
in Japan and Korea. His name was Willis Swanson and he spent time showing me how

to do the math necessary to design circuits and antenna for different transmission and
reception frequencies. I was 18 orl9 years old at the time and was so impressed with his
knowledge and what he could do, I vowed when I got out of the service I was going to

go back to college and get involved with science. In 1953 and 54, the last two years T was
in the service, I was stationed at Pinecastle Air Force Base in Florida where, a number of
years earlier, the initial glide flights of the X-1 had taken place. I was not aware of that
fact at the time; my only interest was in getting out of the service and starting college.
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Q: Where did you attend college?

A: On graduating from high school I started college in the summer with the goal of becoming
a certified public accountant. When the Korean Conflict started in June, 1950, I decided to
enlist in the Air Force and did so at the end of July of that year. By the time I got out of the
service in 1954, I was married and jointly, with my wife, we decided to enroll in Michigan
State University. [ initially enrolled in Electrical Engineering but, during the first year of
engineering at Michigan State mandatory classes included a great deal of shop work. I did not
care for foundry casting and machining types of work (never could relate them to electrical
engineering) and, as [ was more interested in theory and math, I transferred to the Physics
Department. I dropped out of school after the first quarter as my wife was expecting and |
needed to work to meet the financial obligations of a family. Following the loss of our child,
I re-enrolled at Michigan State in the spring of 1956. I received a BS in physics in March,
1959. 1 also took graduate courses at Marquette University and at UCLA.

Q: What did you do before you arrived at Dryden in 19617

A: Douglas Aircraft: I accepted a position with Douglas Aircraft in Santa Monica as a test
engineer in April, 1959. While I was at Douglas, Scott Crossfield piloted the X-15 on its
first glide flight. The buildup to this flight was well covered by the Los Angeles evening
news on television. Of course, I never dreamed that within a relatively short period of
time I would be working on that vehicle. The job at Douglas was not overly exciting.

I was in a section with 7 other engineers and about 14 technicians. We, the engineers,
would design test programs to verify various components of the ground support equip-
ment for the Thor IRBM were meeting their design specifications. We would draw the
circuit diagrams for the test to be conducted, write the test procedures and monitor the
test as the technicians conducted them. We would then analyze the results and write a
report describing the component tested, its performance specifications, the test set-up and
the results of the test.

AC Spark Plug: I was recruited in the late summer of 1959 by AC Spark Plug (now AC
Delco). We left Santa Monica bound for Milwaukee, Wisconsin in October after complet-
ing the contract | had signed with Douglas. AC was located in both Flint, Michigan and
in Milwaukee. The complex in Michigan was primarily concerned with automotive parts.
While the facilities in Wisconsin worked on government (DOD) projects. AC-Milwaukee
worked very closely with MIT and was under contract to build the inertial guidance
system for the Titan ICBM. I saw this as an opportunity to participate in state of the art
technology. I participated in the development of the Titan system and the Ships Inertial
Navigation System (SINS) used on the early Polaris submarines. I was assigned to the
Gyro Engineering Department where I tested gyros and accelerometers. All new hires
went through a 10 day orientation course where we not only learned about General Mo-
tors and AC but also received technical instruction on the theory of inertial guidance and
how the systems AC built worked. General Motors was a good company to work for and
the work at AC was very interesting but, the Milwaukee weather was terrible. We were
on an extended work week, every other week we would get a Sunday off. The extended
work week was necessary to meet the critical production schedules for the ICBMs as the
Cold War was at its height. It seemed that on every one of my Sundays off it was either
raining or snowing,.

NASA-FRC: When President Eisenhower established NASA in 1958, the technical
challenge and glamour of being involved with its space programs was very attractive.
One week [ noticed an advertisement in Aviation Week where NASA was looking for an
engineer with a background in inertial guidance. The position was at Edwards AFB in
California. Sick of the Milwaukee weather, especially the winters, my wife and I decided
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I should apply for the position. I submitted an application and after a couple of weeks I
got a telegram from NASA’s Flight Research Center offering a job to me. I accepted and
we headed West in the summer of 1961. As we drove through Barstow and Mojave, we
realized how desolate the desert was, the towns were small with very few stores, nothing
like we were used to in Milwaukee. We were getting concerned that we had made a mis-
take. When we got to Lancaster, where, it had been recommended we look for housing,
we saw a town that actually had a Sears store and my wife practically cried with relief.
The main grocery store was Vons & Shopping Bag located on the corner of 10 Street
West and Avenue I.

We were not sure if we wanted to settle in Lancaster so, we rented a house. Few houses
had air conditioning, most had an evaporative cooler. The output was more than suf-
ficient to cool our house during the hottest part of the summer. The aerospace industry
had recently suffered the cancellation of several contracts and many people had left the
area, leaving a large number of homes vacant. It seemed that at least 40% of the houses in
Lancaster had been repossessed and were owned by the banks and mortgage companies.
Anyone who was employed could move in by just assuming the payments of the people
who had vacated the homes. We only stayed in the first house we rented for about 6
months. We moved to another rental as we still were not sure about staying. Our neighbor
on one side worked at the rocket site and on the other side at US Borax. Milt Thompson,
his wife and family lived two doors down from us.

Of course, there were no freeways, only two lane roads. To get to LAX you had to drive
down Sierra Highway (US-6), get on Sepulveda Boulevard and follow that all the way
to the airport. One thing that was helpful was the fact that the traffic was very light back
then. Still it was usually about a 3 hour drive each way. It was not uncommon to get stuck
behind a hay truck and this slowed the trip down even further. The Flight Research Center
had a contract with Avis Rental Car and the agent was a Union 76 gas station on the cor-
ner of Sierra Highway and Lancaster Boulevard.

There was no gate to go through to get to the main base complex at Edwards or to the
Flight Research Center. It was still necessary to have a base sticker on your car but [ am
not sure why this was a requirement. Anyone could and many did use the base roads as
a cutoff to what is now Hiway 58. The sled track was still in place so, if you wanted to
drive in from the back way, you had to take a lengthy detour around the sled track. The
Air Police did, however, regularly patrol Rosamond Blvd. I remember one time when
we were driving in very early one morning to support an X-15 flight a pickup truck went
sailing past us like we were standing still. A few miles ahead, we saw the Air Police had
the speeding pickup stopped. It looked like Joe Walker’s pickup and some time later I
asked Joe if that was him. Joe acted a little embarrassed, and acknowledged he had been
going a little too fast and was stopped for speeding. When the Air Police saw who it was
they had just waved him on, telling him to slow down a little. Rosamond was not much of
a town but it did have several bars. We, members of the X-15 team, frequented Juanita’s
after nearly every flight because it seemed, nearly every flight set a new speed or altitude
record and the word was out to stop at Juanita’s to celebrate. I only stopped a couple of
times as I soon joined a carpool of non-drinkers.

Q: You worked on the X-15 program. What were your duties?

A: Program Status: When I arrived in July, 1961, the planned flights using the XI.R11
rocket engines, which burned alcohol and liquid oxygen, had been completed. The project
team was starting to expand the flight envelope to gather the research data needed in the
Mach numbers above Mach 3.5. This required flying with the Reaction Motors (Thiokol)
designed rocket engine (frequently referred to as the XLR-99 engine or just -99). This
engine had a restart capability and the thrust level could be varied by the pilot with an
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Burke in 1962,
soon after he and
his family moved
to the Mojave
Desert from the
Midwest.
(E62-8126A)

adjustable throttle. The -99 engine was capable of up to 57,000 pounds of thrust. It burned
anhydrous ammonia and liquid oxygen. It had been flown in X-15 #2 only. The engine
was installed in X-15 #1 but had not yet flown in that aircraft. X-15 #3 was not in flight
status as it was being rebuilt by North American and the Honeywell Adaptive Flight Con-
trol System was being installed. Each aircraft had an experienced engineer assigned as
the Lead Flight Operations Engineer; Ron Waite had X-15 #1, Bill Albrecht # 2 and John
McTigue # 3. (When McTigue went to work on the lifting body program, Vince Capasso
was assigned to X-15 #3.) They were supported by a team of specialized systems engi-
neers covering the rocket engine, the APU, stability augmentation system (SAS), the Ball
Nose, the Inertial Flight Data System (IFDS) and other subsystems on the aircraft. All of
these systems engineers were in the Operations Engineering Branch managed by Perry
Rowe. Incidentally, Bruce Peterson was one of these Flight Operations systems engineers
at that time. This branch was part of the Flight Operations Division under Joe Vensel. The
systems engineers for the Ball Nose and IFDS were the exception, they were in the Data
Systems Division under Ed Videan.

The X-15 pilots were Joe Walker, John “Jack” McKay and Neil Armstrong, all of
NASA, Major Bob White and Captain Bob Rushworth of the USAF and Lt. Commander
Forrest Petersen of the US Navy. We were a small team and I had the opportunity to
work closely with the pilots and got to know them well enough to at least form lasting
impressions of them. Joe Walker was a gregarious person with a quick temper. He did
not hesitate to let you know that the cockpit of the airplane was his territory and you had
better not change things without his approval. Even with his quick temper, once he let
you know how he felt, he immediately recovered to an even disposition. Jack McKay was
also a very outgoing person who did not get excited easily. While flying the X-15, he did
not appear to trust the instruments totally and felt more comfortable with his own natural
flying abilities. Jack was very helpful to those of us supporting the program. He was also
a standout at Juanita’s after each flight. Neil Armstrong always impressed me as more of
an engineer than a pilot. He seemed to analyze every aspect of a flight until he had a com-
plete understanding of why things happened the way they did. Neil was very much more
introverted than the others in the Pilot’s Office but, he did participate in the after flight
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stops at Juanita’s. Bob White, I am sure was an excellent pilot but, he came across as a
very aloof person. He never had much to say and I do not recall that he ever participated
in the after flight stops. A person who was difficult to get to know. Bob Rushworth was

a very much down to earth easy to talk to guy. While not overly outgoing he certainly
was not an introvert either. He was always friendly and helpful to those of us who played
supporting roles. Forrest Petersen, besides being an exceptional pilot, was also a very
friendly person. He was easily accessible and more than willing to discuss the perfor-
mance of your system during his flight. He also was a great one to make it to Juanita’s
after a flight. The pilots were great to work with and I, for one, have very good memories
associated with each one of them.

My initial assignment: One of the problems inhibiting the expansion of the flight en-
velope was the reliability of the X-15 Inertial Flight Data System (IFDS), often referred
to as the ‘stable table’. This system provided flight data to the pilot during the mission.

It was not uncommon for the inertial height indicator to be reading between 30,000 and
100,000 feet at the end of a flight with the aircraft sitting on the lakebed. An inertial
system was the only on-board system that could provide the pilot with real time informa-
tion regarding his speed, altitude and attitudes (pitch, roll, and yaw) at the extreme speeds
and high altitudes the X-15 was capable of achieving, thus its performance was critical.
Radar data on speed and altitude could be radioed to the pilot but would not be available
if there were a communications problem. An on-board system was a requirement. The
engineer responsible for the system, Jay Christiansen, had been selected to fill a position
at NASA’s Ames Research Center but was being held at the Flight Research Center until
a suitable replacement for him was hired. I was his replacement and we worked together
for about two weeks before he left.

I had two junior engineers working directly for me on the IFDS, Malcolm Brown and
Jim Coleman, both quite capable but inexperienced. The Center had established an Iner-
tial Systems Laboratory under Ken Cowden. Ken had four instrumentation technicians
working for him and they maintained the systems, replaced failed components, calibrated
and tested the systems in the laboratory. Ken reported to Truman Pugh who also super-
vised a very capable instrumentation repair and calibration laboratory. Ken’s people did
not work outside of the laboratory. That is, installation and testing of the IFDS on the
aircraft were performed by other technicians, Harvey Price and Walt Redman.

Harvey and Walt worked for Bob Cook, who was leader of a section of technicians
who installed, tested, and removed all instrumentation in the Center’s aircraft. Within
the Data Systems Division, Bob Cook and Truman Pugh were both at the same level.
However, they were in different Branches and these Branches were different than the one
I was assigned to. I did not supervise any of the technicians associated with the IFDS,
just the two junior engineers, even though I was responsible for the system. Generally, in
spite of the way the IFDS support was organized things moved along smoothly. Once in
a while a little extra diplomacy was required as Ken Cowden was very independent and
was not always amenable to taking technical direction from engineers.

The IFDS: The system had been built by Sperry Gyroscope Company in Great Neck,
New York. Six ‘A’ and two ‘B’ systems were built. The ‘A’ systems were built for flight
while the ‘B’ systems were strictly for laboratory use and fit checks in the aircraft. Each
system included an inertial measurement unit (IMU), a computer, a set of pilot’s displays
and the necessary interconnecting cables. The IMU had four gimbals to prevent gimbal
lock when the vehicle was maneuvering. It provided attitude data to the pilot’s 3 axis ball
display. The inner gimbal contained three stabilizing single-degree of freedom gyro-
scopes, three accelerometers, and the necessary supporting electronics. The computer
was an analog device using electromechanical integrators to transform the accelerometer
outputs to velocity and position data. The computer provided data to a set of displays in
the cockpit. These displays included total velocity, vertical velocity, and vertical height
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(altitude). The system was designed to be a ‘local vertical’ system, that is, no matter
where on the range the X-15 was flying, vertical velocity and height of the aircraft were
always referenced to the surface of the Earth directly below the aircraft.

Because the system generated a lot of heat when it was operating, it was necessary
to supply external cooling through a set of heat exchangers mounted on both the IMU
and the computer covers. When the aircraft was unmated on the ground a cooling cart
was used to supply the cool air blown through the heat exchangers. Mated to the B-52
or during free flight, liquid nitrogen flowed into a plenum chamber on the X-15 where
it was converted to cold gaseous nitrogen. This gaseous nitrogen was blown through the
heat exchangers. The heat exchangers were like radiators with very narrow or small pas-
sage ways and were subject to condensation and freezing, blocking the flow of cool air.
Without cooling, the system could operate for about 10 minutes without damaging the
components. Keeping the cooling air flowing and at the proper temperatures was a touchy
balancing act and during carrier flight prior to launch required a significant amount of at-
tention of one of the X-15 Flight Operations systems engineers.

IFDS Operation: As mentioned earlier, the IFDS was so unreliable that it was actu-
ally limiting the expansion of the X-15 flight envelope. To try and ensure that we had a
reasonably accurate operating system, we performed a series of tests on the system prior
to each flight. The computer and the IMU were individually tested in the laboratory by
Ken Cowden and his team of instrumentation technicians. The IMU and computer were
then connected together and a simulated operational test was conducted in the laboratory.
When the system had successfully completed these tests, it was moved to the hangar and
installed in the X-15.

Prior to mating the X-15 to the B-52 and following the installation of the system in the
X-15, the system was given a complete operational check in the hangar including a 15
minute drift run in the inertial mode. This provided an insight into the static performance
of the system and we established stringent limits on the allowable drift rates for the sys-
tern to meet before proceeding to the next step. Up to this point, the system could be more
easily replaced than in the mated configuration should it fail any of the tests. The IFDS
was one of the last systems tested before the vehicle was moved out of the hangar to the
mating area. It seemed that this testing always occurred in the late night or early morning
hours and we spent many nights at the Center either waiting to gain access to the vehicle
so that we could test the system or actually performing the tests.

On the day before a flight, we would always check with the crew chief to get an esti-
mated time of when we would be allowed on the vehicle to make our system test. Usually
we would be told it would be 8 or 9 that evening, which would allow us to go home for
dinner. The crew chief had the telephone number of the TFDS technicians, Harvey Price
and Walt Redman, and would call about two hours before we could get access. Whoever
got the call would then telephone the others who had to go in for the test. For the first year
or so after I got to the FRC, I always went in to participate in the test. I recall one time
when the system failed the test; we isolated the problem to the computer. There was no
spare computer available so, I had Harvey and Walt bring the failed unit into the I[FDS
lab. Neither Harvey nor Walt were lab technicians and were familiar enough with the
interior of the system to make repairs. Consequently, I tore down the computer, replaced
the ailing component, reassembled it, verified the computer was operational and had them
reinstall it. The inspector who witnessed my work and the testing reluctantly signed off on
the unit, not happy that an engineer was doing ‘technicians’ work. We worked nearly all
night but finished in time for the vehicle to be mated in the wee hours of the morning and
complete a successful flight as scheduled.

Following mating, the B-52/X-15 combination would be moved down the taxi strip to
the servicing area where final servicing of the aircraft was completed. The Flight Opera-
tions Engineer in charge of the X-15 being serviced sat in a mobile command vehicle;
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using a check-list he monitored the servicing activities. After servicing was completed
and just prior to B-52 engine start, the [IFDS was tummed on from the launch control panel
in the B-52. This was done by either of our two launch panel operators, Stan Butchart or
Jack Russell, depending on who had the flight assignment that day. A long erection cycle
was initiated. When first assigned the responsibilities of the system, I regularly went

up into the B-52 with Harvey and/or Walt, to monitor the system performance as it was
turned on and before the start of B-52 taxi. We had to carry gas masks as frequently when
the servicing hoses were disconnected from the X-15, a small amount of ammonia was
spilled. The gas evaporating from the spilled ammonia seemed to always find its way up
into the B-52 and the launch panel operator’s position. I can tell you a slight whiff of this
clears your sinuses immediately! Actually, a small concentration of this could be toxic so,
when a spill occurred, you immediately put on the gas mask.

When the B-52 engines were started, the technicians and I would exit the aircraft and 1
would immediately head for the FRC control room where I had a regular seat. Most of the
systems engineers sat at work stations which displayed critical data on the performance
of their system(s). The IFDS had no such workstation as no data was transmitted down
from the IFDS. Should a problem with the system develop, my job was to diagnose the
problem based on information from either the launch panel operator or the X-15 pilot
describing what they saw. Based on that information, I had to analyze what was happen-
ing inside of the system and recommend either an abort or continuing with the launch.
This decision had to be based on safety of flight considerations. If, based on my analysis,
I felt the system would provide the information necessary to safely complete the flight,

I would recommend proceeding. The data required for the pilot to safely fly the mission
was established during simulator training and was specifically identified during the pre-
flight briefing.

The erection cycle initiated prior to B-52 engine start would last for nearly the entire
carrier flight until just prior to the start of the X-15 APU’s and the power transferred to the
aircraft’s internal buss. At that time erection was terminated and the system was placed in
the inertial mode. This was a critical time for the system and several times we had a sys-
tem failure when the power was transferred or when the system was placed in the inertial
mode of operation.

Improvements to the IFDS: In addition to the testing, I initiated a revision to the opera-
tional procedures. Before the procedures were revised, the technicians carried a book with
a red cover that described every detail of the system and all of the test and operational
procedures for the system. This red book weighed between 7 and 10 pounds and it was
not needed for the turn-on and initiation of the erection cycle. The new procedures that
I wrote simplified the operation for the technicians and eliminated the need to carry the
‘Red Book’ everywhere. The additional testing and simplified procedures did not solve
the root cause of the IFDS’s problems but, through the rigorous testing, did help improve
the system reliability sufficiently to allow the expansion of the flight envelope to con-
tinue. For my work on this system, | was honored to receive in the spring of 1962 the first
Sustained Superior Performance Award ever made at the Flight Research Center.

Spare parts for the system were extremely expensive. They were being “sole sourced”
to Sperry by the Air Force and Sperry was charging as much as $7,000 for printed circuit
boards. At least one system always seemed to be back at Sperry for overhaul. At each
overhaul, many of the printed circuit boards were being replaced, unnecessarily I thought.
I felt the cost of these overhauls was too much and, following my checking with my staff,
which had now grown by two senior engineers for a total of four engineers, and Ken
Cowden, it was decided to stop the routine of sending the systems out except when the
gimbal bearings, a gyro or an accelerometer needed replacement. I found that we could
get identical replacement circuit boards built in the San Fernando Valley for as little as
$250, eliminating the need to sole source their procurement to Sperry. I asked Jim Love,
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DFRC’s X-15 Program Manager to see if we could get funds transferred from the Air
Force so we could locally purchase the printed circuit boards that we needed in the future.
Jim worked with the X-15 SPO at Wright Field and was successful in obtaining the fund-
ing.

In addition to finding a new source for the printed circuit boards, we sent a system
to Holloman AFB in New Mexico, where the Air Force had established their principle
inertial systems laboratory. We felt we needed to have the system thoroughly tested to
try and understand why we were plagued with such erratic performance. We asked them
to include environmental tests. During these tests it was found that the accelerometers in
the system, purchased from Sperry of England, were sensitive to low temperatures. The
accelerometers would ‘ring’ when low temperatures were reached inside of the IMU.
This ringing resulted in a bias output, either a positive or negative voltage indicating
an acceleration or deceleration. This bias caused errors in total velocity, vertical veloc-
ity and inertial height. The errors were particularly large in vertical velocity and inertial
height due to the fact that the mechanization employed to convert the vertical acceleration
measured by the IMU into vertical velocity included a positive feedback loop to remove
the effects of gravity. This positive feedback makes it basically unstable. Perhaps the
sensitivity of the accelerometers could be corrected but, to do so would have required
they be sent to England and we elected to seek another source for replacement acceler-
ometers. We did not make this decision until we verified the ringing problem with several
of the systems in our own laboratory. No direct replacement could be found with exactly
the same mounting base as the originals, requiring that we design a mounting bracket for
the new accelerometers. The accelerometer problem turned out to be the root cause of the
poor performance of the IFDS.

During operation of the IMU in the laboratory the covers were removed and ambient
temperature air was blown by a fan into the system. In the hangar a regular aircraft cool-
ing cart provided moderately cool air for the system. The temperature of the air coming
from the cooling cart was cool but never super cold as was the gaseous nitrogen when the
system was in flight during the carrier or free flight portions of the mission. Consequently,
there was no way we would have ever discovered the temperature sensitivity problem
without the tests at Holloman. Once the accelerometers were changed, the system began
to meet the performance specified in the initial design specifications.

Introduction of the Digital System: At the same time that we were putting on the big
push to improve the reliability and performance of the original analog system, the Dyna-
Soar (X-20) program was cancelled by the Air Force. A digital system had been devel-
oped for this vehicle and four systems built. I was able to get a great deal of data on the
systems and finding them to be suitable for the X-15, worked with the X-15 Program
Office at Wright Field to obtain them. Through the Program Office, a contract was given
to Honeywell in St. Petersburg, Florida, where the system had been designed and built,
to modify them for the X-15. This required the development of new software, mounting
bracket design, and cooling system work. The digital system was first installed in X-15
#1 and following its successful performance it was installed in #3. The digital system
provided very accurate flight data reliably to the pilot during flights. X-15 #2 retained the
upgraded analog system, which also performed well for the remainder of the program.

Q: What were some of the events you remember?

A: Dedicated Personnel: While not a specific event, the dedication of all of the Flight Re-
search Center personnel to getting the job done was special. This was not just the crews
assigned to the aircraft but everyone in the Center whether they worked in procurement,
personnel, or whatever, there was always that positive attitude, if there was a job to be
done the people would find a way to do it. It was a stimulating environment to work in. I
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read someplace that when the X-15 program started at DFRC, it started the large influx of
contractor personnel to support Dryden’s work. I do not remember this being the case.

As I recall, we had on site one or two tech reps from North American Aviation, one
from Reaction Motors, one from the pressure suit manufacturer, one from General
Electric, and one from Sperry. The North American Aviation representatives were aug-
mented by several additional engineers when a flight was scheduled but all including the
on site regulars disappeared following Joe Walker’s record altitude flight. Walt Holmes,

a North American marketing representative, continued to pay visits to the Center even
after the X-15 program had concluded. Honeywell had a tech rep, Bill Peterson, on-site
to support the adaptive flight control system in X-15 #3 when that aircraft became active.
Bill eventually became an employee of Dryden, working in Flight Operations. I worked
with Bill’s cousin Dick Peterson during my TDY assignment with the Mission Analysis
Division, where Dick was a branch chief. Some years later Dick served as the director of
the Langley Research Center. Sperry sent several engineers to the FRC to try and solve
the IFDS problems in late 1961. They spent a couple of months with us and contributed
little towards improving the performance or reliability of the system. Honeywell sent two
engineers out to help with the integration of the digital system. One of these engineers
stayed on for the remainder of the program. A number of personnel were at the FRC from
Bendix to support the X-15 High Range.

The real influx of contractor personnel came about much later and was especially
prevalent with the start of the Shuttle activities. Later still, when Dryden became a divi-
sion of Ames, the performance of complete center functions was transferred from civil
service personnel to contractor personnel. Previous to that time contractor personnel were
on board to support their company’s system for particular programs. During the ALT and
the first flights of the Columbia, the majority of contractor personnel at Dryden were as a
result of support contracts through JSC, KSC, or GSFC.

New X-15 pilots: As the initial pilots transitioned out of the program, new pilots were
brought in. I had to give each new pilot an extensive briefing on the X-15’s IFDS and
inertial systems in general. I remember giving this briefing to Joe Engle, Pete Knight, and
Bill Dana. All had an instant grasp of inertial guidance principles. By the time Mike Ad-
ams came on board, [ had already transferred to the Research Division and was no longer
directly supporting X-15 operations. While Milt Thompson was selected as an X-15 pilot
at the same time as Joe Engle, I do not recall that he participated in the inertial systems
briefing.

Cracked windows: On two flights of the aircraft one of the two windows on the aircraft
cracked. This caused the window to become opaque, severely limiting the pilot’s vis-
ibility to one side of the aircraft only. Chase pilots called out information and the X-15
pilot made a precision landing in spite of the curtailed visibility. This performance speaks
highly of the skill of the X-15 pilots.

Flight aborts: The X-15 was a very complex system made up of a number of equally
complex subsystems. Malfunctioning or marginal performance of any of these subsys-
tems was sufficient cause to cancel or abort a flight. There were also numerous aborts
due to the weather. Weather flights were made by both Air Force and Dryden pilots to
evaluate the weather at the launch site and emergency landing lakes. It seems, looking
back, that we had a large number of aborts either for weather or subsystem problems. One
abort that was a result of an unusual incident occurred when Jack McKay inadvertently
pulled the ‘green apple’ located between his legs under the seat. This was the first step in
gjecting, the next step, would have caused the canopy to be fired (released) and the rest of
the sequence would be automatic. Jack was told not to touch anything else and the B-52
landed without further incident, the seat disarmed and the flight rescheduled for another
day.

Pasadena overflight: Neil Armstrong while testing the Honeywell Adaptive Flight

152



Control System in X-15-3 made his famous overflight of Pasadena. It was one of those
rare times that Paul Bikle allowed a visitor access to the control room. As I recall, it was
Neil’s first mission above 200,000 feet and he had obtained permission for his wife to be
present during the flight. The Honeywell system had many features one of which was a
‘g’ limiting capability. This ‘g’ limiter was set to limit the aircraft to 5 ‘g’s’ during reentry
on this flight. Neil was monitoring the cockpit ‘g’ meter to see that the system functioned
properly. Unfortunately, there was a calibration problem with the ‘g’ meter and Neil kept
increasing the angle of attack looking for the ‘g’ limiter to ‘kick in’. His angle of attack
got too high and by the time he realized his altitude was increasing rather than decreasing
and he was overshooting Edwards. I remember the control room communicator, I think it
was Joe Walker, kept warning him, “Neil, watch your angle of attack”. It was exciting for
several minutes with much concemn over whether or not he had enough energy to get back
to Edwards. Naturally, his wife being in the control room did not help matters.

X-154-2s record speed flight: 'While I was no longer directly responsible for the IFDS
or ball nose by the time Pete Knight made the record setting flight in the X-15
A-2, 1 was vitally interested in the performance of both systems. There was a concern
over whether or not the ball nose (flow direction sensor for angle of attack and sideslip)
would continue to function at the predicted peak temperatures expected to be reached on
this flight. Working with Jon Ball, the engineer responsible for the flow direction sen-
sor, we decided that the most realistic test that we could perform would be to operate the
system while it was positioned in the exhaust of the Center’s F-100. The engine was run
with the afterburner ignited for several minutes with the ball nose operating just fine. I do
not remember how high the temperatures got on the ball nose or how long we operated at
the high temperatures during the afterburner test, but they were as high as or higher than
predicted for the X-15 speed flight and the system was cleared for the flight. The system
did freeze for a few seconds at maximum heating during the X-15 mission but recovered
and functioned properly for the remainder of the flight.

Jack McKay's Accident: On launching over Mud Lake, Nevada, the engine failed to
reach full power and Jack had to jettison the fuel and oxidizer and land at Mud Lake. It
was very tense in the control room during Jack’s descent to the lakebed. When the land-
ing gear collapsed and the airplane rolled over there was a great deal of concern for Jack’s
safety. I was impressed on how calm everyone remained and how quickly recovery activi-
ties were initiated.

Joe Walkers Accident. We were well into the X-15 follow-on program when Joe was
involved in the XB-70/F-104 midair collision. I remember hearing in the hall that midair
had occurred. I immediately went to Jim Love’s Office. Jim was the X-15 Program Direc-
tor and he had a speaker that was tied in with the FRC’s air to air/air to ground commu-
nications system. Several people were in the office listening. It was confirmed that Joe
was involved but one of the aircraft had reported seeing a parachute. We were all hoping
that Joe had made it down safely and it was not until an hour or so later when we learned
Joe had not survived. Everyone in the Center was very depressed. Joe had always seemed
bigger than life itself and in spite of Joe’s temper, everyone really respected him. I think
everyone felt a real loss. The accident had occurred in the morning and the rest of the day
was a complete washout.

Q: Several of the X-15 flights exceeded 50 mile altitudes. Do you remember any specifics
of the flights?

A: Altitude Predictor for Joe Walker s record altitude flight: There was a great deal of
concern on the part of the flight planners that as flights approached 400K feet, the angle
of attack required for re-entry would cause the vehicle to bounce right back out of the
atmosphere and too steep of a reentry would create too much heating on the vehicle with
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potential catastrophic consequences. They wanted some assurance that Joe would not
reach this altitude and placed a limit of 375K feet on the vehicle. Joe’s flight was planned
for 360K feet and since most of the flight following engine shutdown would be above the
atmosphere, I felt that, no matter what orientation the pilot placed the vehicle in after en-
gine shutdown, it was going to closely follow a simple ballistic trajectory and the peak of
this trajectory could be predicted based on his vertical velocity and altitude at shutdown.

The X-15 #3
shortly before Joe
Walker’s flight

to 354,200 feet

on August 22,
1963. The flight
made use of an
altitude predictor to
prevent an altitude
overshoot, which
would have made
re-entry difficult.
(E-10282)

I approached Warren Wilson who was head of flight planning, having replaced Dick
Day who had transferred to Houston to participate in the Apollo program. I suggested to
Warren that we could design an altitude predictor that would tell the pilot when to shut
the engine down to achieve his desired altitude. After I explained our approach he indi-
cated he would be willing to evaluate it in the X-15 simulator. I gave Jim Black, my lead
engineer on the IFDS, the equations that I wanted him to mechanize and he proceeded to
build it. The test of the device on the simulator was successful and a second one was built
and installed on the aircraft for Joe’s flight. During the flight, Joe shut the engine down
when the predictor indicated he would reach 360 K feet.

Unfortunately, radar showed he reached 354,200 feet not the desired 360K. Assuming
radar was correct, this was still less than a 2% error. Those of us involved were delighted
with the performance except for Joe who was unhappy and was quick to let us know
about it at the party that evening. The altitude predictor continued to be used on high
altitude flights with good results.

Ball Nose problems: At low dynamic pressures, below 4 Ibs/square foot, i.e. very high
altitudes, it was found that the Ball Nose would wander slightly, oscillating around zero
degrees angle of attack and side slip. Initially this was of some concern to the pilots as
accurate display of angle of attack and side slip were critical to a safe reentry. As soon as
the dynamic pressure increased, the system again functioned just fine. We tried adjusting
the system gain to get better response but, the transducers in the nose just could not sense
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pressures this low. As long as the system began functioning again sufficiently early for the
pilots to set up their angle of attack for reentry, they accepted this short term wandering.

Q: You then went to the Lunar Landing Research Vehicle (LLRV). What were your duties
on this project?

A: As a collateral duty I participated in the design reviews of the vehicle with my primary
responsibility being on ensuring the systems for providing flight data to the pilot proposed
by Bell would do the job. Bell asked us to provide the radar altimeter and I worked with
Teledyne Ryan in San Diego to develop this system. Due to a severe limitation on travel
funds, we were forced to fly in the Center’s Aero Commander to attend the preliminary
design review which was held at the Bell Aircraft facility in Buffalo. There were four of
us who made the flight with Joe Walker as our pilot. It was interesting flying across the
country with Joe. It took us two full days to get from Edwards to Buffalo and while trav-
eling we had to make a number of pit stops. At each stop, the press, usually local televi-
sion crews, were there to meet and interview Joe. At that time Joe was probably the most
famous test pilot in the world, setting all kinds of records in the X-15 and was good press
material.

Q: The LLRV was a very unusual vehicle. What were some of the design issues you had
to deal with?

A: Radar Altimeter: It was not known whether or not the radar altimeter would oper-

ate properly at very low altitudes. This was because the signal would be transmitted and
reflected back through the exhaust plume of the jet engine as it impinged on the ground.
The effect of this exhaust plume i.e. super heated gases on the signal was an unknown.
Radar altimeters had never been operated in this environment before. We had the manu-
facturer run some ground tests and we evaluated the performance of the system during
tether tests of the LLRV. The results of all tests were fine and as far as I know the system
never gave problems during LLRYV flights.

Q: It used an early fly-by-wire system. What were the specifics?

A: I 'was not really involved with the control system, as I had no specific responsibilities
in this area. It was strictly an on/off set of rockets, I do not recall the size of the rocket en-
gines but, they were various sizes some quite small. Their thrust was generated by passing
hydrogen peroxide over a silver catalyst, producing steam. T did make a trip to a rocket
engine company located at the Van Nuys Airport in the San Fernando Valley with Don
Bellman, the LLRV Program Manager. As I recall this company manufactured some very
small rocket engines which burned monomethyl hydrazine and Don was looking into
small thrusters to provide attitude control for the vehicle. Since this fuel was extremely
hazardous to work with I think Don preferred using something we were more familiar
with and, even though it too was hazardous, elected to go with hydrogen peroxide rocket
motors.

Q: What incidents involving the LLRV stand out in your memory?

A: It was not really an incident but, an example of the “can do” attitude of the Center and
Paul Bikle’s philosophy. We had contracted with Bell to build two LLRV’s. When fund-

ing got to the point where Paul did not feel there was enough money for Bell to assemble
the 2*¢ vehicle and properly test it, rather than overrun the budget, he ordered the compa-
ny to ship the pieces to the FRC. Our Civil Service mechanics and technicians assembled
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this vehicle and did all of the preliminary testing that one would have expected only the
contractor to be able to do.

Q: What recollections about Paul Bikle do you have?

A: Outstanding Person to Work For: 1 have the greatest respect for Paul Bikle, he was
one of the finest individuals I ever had the opportunity to work for. He was a “hands-on”
manager who understood flight research. As near as I could tell, Paul knew nearly every-
thing going on at the Center, he spent little time in his office, working with both engineers
and technicians in their offices and on the hangar floors. He had one of the smoothest run-
ning highly motivated organizations I have ever seen. At his weekly project review meet-
ings you better know the status of your project because if you tried to bluff Paul would
catch you. Everyone that I knew in the Center and outside the Center respected Paul.

I remember the first X-15 post flight debriefing I attended after I started working at the
Center in 1961. T had to report on the performance of the IFDS (which was not good). I
knew very few people at the Center and really had not had time to get to know the system
and certainly didn’t know why it had performed badly. I had reported to work on July 25"
and the flight was on August 10®. I did not sit at the main conference table but elected to
take a seat in the second tier of chairs surrounding the table. I managed to stumble my
way through a report. While I was talking, I noticed a short plump bald headed guy with
a big cigar who kept turning around to see who was reporting. Our badges then were little
round (about one and a half inches in diameter) plastic covered metal pins with a yellow
strip which had NASA-FRC printed on it. Our organization (Data Systems) was printed
above the yellow strip and below it was our name (or, it may have been the other way
around). The short plump fellow was really straining trying to read my name. Everybody
accepted my report without comment and after the meeting I asked one of the engineers
who that guy with the big cigar was. He replied why that’s Paul Bikle, the Center Direc-
tor. It was not long before I had a chance to meet Paul and I was truly impressed and can
honestly say appearances can certainly be deceiving. Paul was a brilliant man.

Security incident. One interesting incident occurred when, during an X-15 flight I took
some visitors from Honeywell to the roof of the main building where you could see the
exhaust trail of the X-15 when it was launched over Mud Lake. Before launch a YF-12
made a landing on the main runway. This was right after President Johnson announced
that they were being tested at Edwards. I commented that according to the L4 Times, they
had been testing them in Nevada and had just transferred them to Edwards and the Times
was probably right as I had not seen them until the previous week.

About a month later I received a phone call from Paul’s secretary, Pat Marsh, telling me
that Paul wanted to see me at 4:00 that afternoon. I explained to her that I had a car pool
and they would not want to wait for me. A few minutes later she came back on the line
and said don’t worry, Paul will give you a ride home. At 4:00 I walked into Paul’s office
to find two Air Force colonels sitting with Paul. Paul introduced us and said that these two
gentlemen would like a word with me. Well, it was more than a word. They accused me
of violating security regulations by discussing the [Blackbird] program with people not
cleared. Since, at that time, I was not cleared for this program, I explained that the only
thing I had discussed was the article in the LA Times. Their comments were to the effect,
that by saying I had not seen the vehicles before President Johnson’s announcement, [
as a NASA scientist was confirming that they [the YF-12s] were being tested in Nevada.
They spent about 45 minutes warning me of the penalties that I could suffer for these
‘violations of security’. They finally left with saying that no charges would be pressed at
this time but, warned me to keep my mouth shut in the future.

Paul and I went downstairs and out into the parking lot, climbed into his VW Bug and
started for home. Paul laughed about the whole affair, telling me not to worry about it and
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said that all of these “spooks” were crazy. He went on to tell me the story about when he
was working at the AFFTC he was named as their representative on the U-2 program. He
said he would get a phone call telling him to be at some street corner in Los Angeles at
such and such a time to be picked up. He said he asked them how he would know them
and their response was don’t worry, we know you. He would precede down to the speci-
fied place at the specified time and sure enough a car would pull up to him and the back
door would be opened for him to climb in. The windows in the back were covered and
there was a covered partition between him and the driver. They would drive around for an
hour or so, making many turns and finally they would stop and he would be hustled into
a building where he would be given a briefing. At the conclusion of the briefing he would
be returned to his car in the same manner that he was taken to the meeting,

When we got to my house, he again said don’t worry nothing will come of this and
nothing did. Eventually, I was asked to provide some technical support to that program
and was granted the appropriate clearances for it.

Transfer to Research: 1 was interested in Guidance Systems Research and with the
X-15 Inertial Flight Data System problems resolved (it was now as functional and reliable
as other X-15 systems), Paul suggested that I transfer to the Research Division where he
thought we needed this kind of research performed. A new branch was established in the
Research Division under Hal Walker who was Assistant Director of Research for Flight
Dynamics and [ transferred there to manage that branch in June, 1965.

Later years: In 1983 my wife and I returned to Lancaster to attend a party for some
close friends celebrating their 50* wedding anniversary. The couple, Lee and Sarah Jenne
were also good friends with Paul and Ann Bikle, who were also in attendance. Lee and
Sarah were early residents at Edwards, as were Paul and Ann. At that time, civilians were
allowed to live on the base. Paul worked for the Air Force and Lee worked for JPL at
their facility at Edwards. Both had families of the same age and the ladies became close
friends.

We stopped at the table where Paul and his wife Ann were sitting to say hello. It was
obvious that Ann’s health was failing. Paul still appeared healthy; he had been warned
a number of years earlier that he had some arterial blockage and needed bypass surgery.
Paul’s response was reported to be: What is the life expectancy with and without the sur-
gery? When he found out it was about the same, he elected to change his life style, giving
up his cigars and starting an exercise program. It was not many months after the party that
we heard Ann had passed away and soon after that Lee also passed away.

We lost personal contact with Paul but through Sarah kept track of his status. She told
us that after Ann died, Paul was lost for companionship. He had been estranged from his
oldest son for a number of years. His youngest son no longer lived in the Antelope Val-
ley and he was hard pressed for adult companionship. Finally Paul went to live with his
youngest son where he eventually did have a heart attack and passed away.

I spent several years in the Research Division leading the Guidance and Display
Branch....My old organization in Data Systems Division was renamed the Guidance and
Display Systems Branch and was led by Jim Black. Following are some of the projects
that we developed or supported within my organization.

Moving Tape Displays: As part of the X-15 follow-on program, the Air Force Flight
Dynamics Laboratory had a moving tape display concept that had been approved for
X-15 #3. This was a concept they wanted to evaluate for possible application in lifting
reentry vehicles. The pilots were not in favor of this concept as they would be required
to actually read the tape display whereas they normally could glance at the positions of
needles on circular displays as part of their scan pattern and based on the position of the
needles know whether or not they were getting into problem areas. However, the project
had been approved and the FRC needed to have an interface between the project and the
X-15 and my organization was given that responsibility. We worked with the AF Flight
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Dynamics Lab and their prime contractor Litton Systems. X-15 #3 was the designated test
bed.

Honeywell advanced computer: Having worked with Honeywell in reconfiguring the
X-20 system for the X-15 and the subsequent integration of the system into the X-15, I
had established a number of contacts within that company. These contacts made an effort
to keep me abreast of any new technology they were working on. They were finalizing
the construction of a prototype ferrite core memory computer (ALERT) which offered
a major step forward in terms of computational speed. While still slow when compared
with today’s computers, even our PCs, and with limited memory, it was very advanced
at that time. It offered 4096 words of memory with a processing speed of one megahertz.
I briefed their senior management on our interest in energy management and indicated
that we felt their computer could provide us with the computing capability needed for the
energy management solution. We suggested our energy management and/or flight path
optimization programs would make excellent test beds for their computer. Over a pe-
riod of time and following several meetings on the subject, we negotiated a loan of their
computer to use in our program. The computer was installed in X-15 #3 and first flown in
September, 1966. It was programmed to provide boost guidance and energy management
information to the pilot using data obtained from the IFDS. Flights gathering research
data were initiated in April, 1967. The computer was on board during Mike Adams’ill
fated flight. The computer was severely damaged but, the memory was intact and we
were able to get some valuable data from it for the Accident Investigation Board.

Optimum Flight Path: Techniques for optimizing the flight path for aircraft had been
under investigation for some time. Dynamic, real-time solutions utilizing atmospheric
measurements offered the potential of fuel and/or time savings when changing from one
state to another over conventional hand-book methods. Larry Taylor, Harriet Smith and
Ken Iliff, FRC researchers, had been working with a Professor Balakrishnan from, I be-
lieve, UCLA or USC and had investigated optimum climb profiles using Balakrishnan’s
epsilon method. The equations had been programmed on our simulation of the ALERT
computer and on F-104 simulation runs showed promise of significant improvement in
the time required to climb from take-off to cruising altitude. Our intention was to eventu-
ally install the ALERT in one of the Center’s F-104s to validate the fuel and/or time sav-
ings. Additionally, we planned to investigate other techniques utilizing this computer and
had to abandon them when the computer was lost in Mike Adams’ accident. While it was
installed in the X-15, it was programmed to provide optimum boost guidance commands
to the pilot. We had a number of successful flights before the accident.

Energy Management: There was a great deal of interest in providing on-board energy
management guidance to the pilot of un-powered lifting reentry vehicles. Bill Cockayne
of Bell Aircraft had been investigating a predictor concept that computed the extreme
dimensions of the ground area attainable by the vehicle. This concept was customized for
the X-15 and we planned to evaluate it using the ALERT computer. A model of the X-15
was programmed in the computer and, as reentry was set up, using the initial conditions
provided by the on-board systems, the model was rapidly flown through a maximum
range and a maximum cross range. This information could then be displayed as a car-
dioid that varied in size depending on the vehicle energy level. Landing sites would be
programmed into the computer and any of these sites that fell within the cardioid could
be flown to. We had a successful evaluation of this on the X-15 simulator, using a ground
based digital computer to simulate the ALERT. Data flights were initiated in April, 1967.

Monocular project: Again, we were pursuing our interest in lifting reentry vehicles. It
had been suggested that an indirect viewing system may be necessary for landing lift-
ing reentry vehicles. A monocular viewing system would require a very small opening;
indeed it could be deployed after the reentry was completed before the final approach to a
landing. We obtained a rather large system that had been used in a tank and mounted it on
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a vehicle so it could be driven around and asked the pilot’s office to evaluate whether or
not they thought it provided enough cues to land a vehicle. Following a successful series
of tests with the pilot’s office participating, we worked with Operations Engineering to
design an installation in an F-104B. We obtained Center approval to install the system and
proceed with flight evaluation. Several flights were made with several pilots participating.

Strapped down inertial guidance system: With our interest in “high speed” computers,
came an accompanying interest in gimbal-less inertial measurement units. A gimbal-less
system offers a significant weight saving. Previous strapped down systems had used
special purpose computers to solve the coordinate transformation matrix. Frequently
this matrix was hard wired into the computer for improved speed of the solution. These
systems had not been flown in aircraft and we were interested in investigating problems
associated with this application. We were also interested in investigating the use of a
general purpose airborne computer to solve the transformation matrix. We were success-
ful in obtaining two surplus systems from an Air Force reentry vehicle flight test program.
Again, we were intended to use the ALERT computer in the F-104 aircraft. We were able
to complete a successful simulation program before terminating the effort with the loss of
the ALERT in the X-15 accident.

1 subsequently became Hal Walker’s deputy in April, 1968. We divided the duties of
managing the Flight Dynamics research efforts between us. Hal handled the theoretical/
analytical functions including handling qualities, while I oversaw more of the system re-
lated activities, including guidance and navigation, pilot displays and flight controls. Even
before becoming Hal’s deputy I was getting more interested in flight control and flight
control systems. On the day that we lost X-15 #3 I was in Cambridge, MA at NASA’s
Electronics Research Center participating in a meeting of NASA’s Advisory Commit-
tee on Guidance and Control. We were reviewing the material assembled from Gemini 8
regarding the control problems experienced by Armstrong and Scott.

Q: You joined the Shuttle Approach and Landing Test (ALT) program for the last two
flights. What were your duties?

A: Actually, I did not join the ALT program until some time after I left the F-8 Digital-
Fly-By-Wire (DFBW) program. I had a number of assignments prior to joining that (the
ALT) program including:

NASA Headquarters: Frank Sullivan was very upset when he heard that 1 was no
longer managing the DFBW project. He wanted me to come back to NASA Headquarters
and work with Pete Kurzhals, who was overseeing the DFBW Program from Headquar-
ters. Headquarters kept a tight control of the budget and provided justification for the
program and progress reports on it to Congress. Pete was on a temporary assignment at
headquarters from Langley and would be returning to Langley sometime in the future.
Frank wanted me to take Pete’s place and felt we needed a period of overlapped assign-
ments. First though, the Mission Analysis Division {(MAD), a headquarters division
located at Ames because of the proximity to the universities in the Bay Area, needed short
term help from someone with flight research experience and I was asked to go up there.
Beeler agreed and I actually spent about 4 months working with the MAD people. Since
my home base was DFRC, following the TDY at MAD, I returned to DFRC still Hal
Walker’s deputy.

After my return to DFRC, I received a letter from Dr. Seymour Himmel, who had
replaced Neil as Roy Jackson’s deputy. In the letter Sy said that Frank Sullivan needed
help in his office and he, Sy, had discussed the possibility of a “career advancement”
assignment for me with Lee Sherer, who by that time had been named FRC’s Center
Director. Sy said Mr. Sherer had agreed that it would be a good temporary assignment for
me, broadening my experience. I was asked to respond as early as possible to this offer.
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Following acceptance of the offer, I moved my family to the Washington area in August,
1972. Kurzhals and I worked together for about six months, completing the support of
one congressional budget cycle before he returned to Langley. I then became acting chief
of the Guidance and Control Branch at NASA Headquarters, responsible for some 8
major programs out of the 20 programs the Division carried. These programs were being
conducted at all of the NASA Centers plus JPL. Needless to say, I was extremely busy as
when Pete left I was a single person branch. DFBW was one of the smaller of these pro-
grams and because of the workload [ was carrying, had little time to devote to the Dryden
Programs. Frank Sullivan decided to retire midway through my tour at Headquarters.
Based on Frank’s recommendations, Pete Kurzhals was offered and accepted the position
as Frank’s replacement.

My one and one-half year tour was due to be completed at the end of January, 1974.
With two children in school I felt it would be beneficial for them to leave in December,
minimizing the time they would be out of school due to the long Christmas break. Con-
sequently, shortly after Pete took over the Division in the summer of 1973 I asked him to
start finding a replacement for me. He offered to make my position permanent but I felt it
was a dead end job and declined. Since Langley and the Flight Research Center had both
sent people in for tours at Headquarters, it was now Ames’ or Lewis’ turn. The individual
selected as my replacement was Jay Christensen from Ames, the same person I had origi-
nally replaced on the X-15 on the IFDS. Jay moved to Headquarters in early September to
work with me. We moved back to Lancaster in December, 1973.

Center Development: Returning from the 17 month NASA Headquarters assignment, |
was assigned to work in the Center Development Office under De Beeler who, in addition
to being Deputy Director of FRC was overseeing this office. Jim Adkins was in the Office
with me and, since his last position had been abolished, he was evaluating the option of
taking an early retirement. He had 30 days from the abolishment of his last position to
make a decision and finally on the last day he elected to retire.

Outlook for Aeronautics/Outlook for Space 1980-2000: In early 1975 Jim Fletcher,
NASA’s Administrator, decided that it would be prudent to have studies conducted on the
future of aeronautics and space to help guide NASA Management on where best to invest
their research money to ensure the US retained technical dominance in the 2000s. These
studies were the Outlook for Aeronautics and the Outlook for Space. De assigned me
to participate in these studies as Dryden’s representative. I had very little to do with the
Outlook for Space study as Dryden’s space interests were tied to MSFC, JSC and KSC
and Dryden was dependent on these Centers for space related projects. I did attend two of
the study’s meetings, which were totally dominated by JPL. Dr. Carl Sagan was the JPL
spokesman and it was apparent that their study would focus on planetary exploration.

The Outlook for Aeronautics study team consisted of representatives from ARC (3),
LaRC (2), LeRC (2), JSC (1), NASA Hdgs.(3), DoD(2), FAA(2), and I represented
Dryden. The team was led by Dr. Leonard Roberts, Chairman, Director of Aeronautics
at Ames and Robert Bower, Alternate Chairman, Director of Aeronautics at Langley. 1
actively participated in this study which lasted from August, 1974 through September,
1975. We met with senior technical and management people from some 75 companies,
government agencies, and universities, soliciting their views of the future (1980-2000).
Based on the study, a comprehensive report was written by the team and released by Dr.
Fletcher in 1976.

De Beeler decided to retire and did so while I was involved with the Outlook for
Aeronautics Study. Lee Scherer decided to refocus the efforts of the Center Development
Office more into advanced planning and named me as a Special Assistant to the Center
Director for Advanced Planning. On De Beeler’s retirement, Lee Scherer moved Dave
Scott into the Deputy Center Director position. I continued to report to the Center Direc-
tor when Lee accepted the position as KSC’s Center Director and Dave became the FRC
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Center Director. Dave brought in Gerald (Jerry) Griffin, former flight controller at JSC as
his Deputy. I don’t remember how long Jerry stayed at the FRC, 1 believe it was at least

a couple of years before he moved on to KSC as Center Director and eventually back to
JSC where he replaced Chris Kraft as the Center Director. When Jerry lefi, his replace-
ment at DFRC was from Ames. Ike Gillam transferred in from NASA Hdq. as the ALT
program manager when Dave became Deputy Center Director and was elevated to Center
Director when Dave left Civil Service.

ALT: When Ike became Center Director, he asked me to take over as the Shuttle
Project Manager. This was in 1977 with two ALT flights remaining. The ALT team was
operating out of the North Base facilities. JSC was responsible for the Orbiter, assigning
flight crews, establishing flight schedules, controlling the vehicle when it was airborne,
and assessing the results of the flights. KSC was tasked with all ground handling of the
vehicle, this included maintenance, movement of the vehicle, mating/de-mating and
servicing/de-servicing. While he was the FRC Project Manager for Shuttle, Ike retained
his office in Building 4800, interfacing with the JSC and KSC managers through trips to
the North Base and Shuttle facilities, participating in meetings which included schedul-
ing, pre and post flight, crew briefings. Before Ike would formalize my assignment as
DFRC’s Shuttle Project Manager, it was necessary for me to go to North Base and be
interviewed by KSC’s site manager. Evidently I passed the interview because shortly after
the interview lke solidified my appointment. I kept a low profile during the remaining two
ALT flights ensuring DFRC’s assigned responsibilities were met. DFRC was responsible
for providing: base support which included coordinating AFFTC support, overseeing
the maintenance contract for maintenance of the 747, radar, radio and telemetry support
through GSFC, and flight crews for the 747.

747 Shuttle Carrier Aircraft. A used American Airlines 747 aircraft had been purchased
by NASA and extensively modified by Boeing to carry the Space Shuttle Orbiter. It was
assigned to JSC but the original primary flight crew was DFRC personnel, Fitz Fulton
and Tom McMurtry, pilots with Vic Horton and Ray Young as flight engineers. JSC
contracted with American Airlines to provide the maintenance of the aircraft and since the
aircraft was based at Dryden in Area A, the maintenance crew worked out of our facili-
ties. Rather than have a JSC employee placed on site to oversee the maintenance crew,
JSC asked Dryden to perform this function for them. Herb Anderson was the Flight Op-
erations Engineer assigned to the aircraft and he oversaw the activities of the maintenance
crew. He was assisted by Ed Browne, who provided quality assurance inspection of work
done by the maintenance crew. This team was in-place throughout the ALT Program.

Sometime after the delivery of the Enterprise to MSFC, the American Airlines main-
tenance contract expired. Rather than renew the contract, JSC elected to use Serv-Air,
the contractor they had for maintaining their aircraft in Houston and replaced the whole
maintenance crew. Herb had an outstanding relationship with the AA crew and was quite
upset with JSC for changing contractors. When we moved the Columbia to KSC for STS-
1, Herb did not hide his displeasure over the change in contractors from Joe Algranti,
who was in charge of aircraft at JSC. Joe asked me to have Herb removed which I was
very reluctant to do and I continued to procrastinate about taking any action. Finally, Joe,
ignoring all chain of command protocol, went directly to Ed Browne and told him that he
wanted him to take over as technical monitor of the SCA maintenance contract. That did
not sit well with Dryden and I was told by Flight Operations management to ignore Joe
and keep Herb on the job. Since the maintenance contract was a JSC contract, [ felt it was
their decision if they wanted to change the technical monitor of their contract. I did not
feel they had the right to name a Dryden employee contract monitor without getting ap-
proval from Dryden but, they could certainly request a change if they saw a problem with
the one they had. I called Joe and explained to him that we could not have Ed Browne,

a Dryden employee, as the TM of their contract and if Herb was unacceptable to him, I
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would assume the responsibility of that role.

This suited Joe just fine and he wrote a letter to Dryden to that effect. It did not make
our Flight Operations management very happy but they reluctantly accepted me as the
TM in addition to my responsibilities as Shuttle Program Manager. By this time JSC had
three pilots and two flight engineers 747 SCA qualified. They shared flight duties with the
Dryden crew, frequently mixing crews.

Q: The last two ALT flights were the tail cone off missions. What were the specifics?

A: Based on wind tunnel data and calculations made by Boeing engineers the tail of

the 747 had a very limited structural life due to the turbulent air flow from the Orbiter
impinging on it. Consequently, a tail cone had been designed and placed on the Orbiter
to minimize the turbulent air flow and subsequent damage to the 747 tail during car-

rier flights. The first three ALT flights had been made with the tail cone on and all data
obtained on the low speed handling and performance characteristics of the vehicle were
from this configuration. There would be no tail cone on the orbiter when it returned from
orbit and it was important to know these characteristics prior to committing to the Orbital
Test Flight phase of development. To get the required data, it was necessary to fly with
no tail cone during the last two ALT flights. The fourth ALT flight included a planned
lakebed landing while the fifth and final flight was planned for the main runway at Ed-
wards. For that flight, we had to set-up the Microwave Scanning Beam Landing System
(MSBLS) parallel to the main runway.

Q: The fifth flight was the runway landing, with the PIO. What were the causes of this?

A: PIO of course stands for pilot induced oscillations and is frequently caused by the pilot
being out of phase with the control system. In this case, there was an extensive time lag
between the time the pilot made a control input and the time the control system respond-
ed. The pilot, Fred Haise, would make a control input and when he did not get a timely
response he would put in a stronger command. The resulting vehicle response from the
first command was fine but then came the response from the stronger second command
and the pilot would start making inputs to correct for the second command’s response.
Each cycle would result in larger and larger changes in attitude(s) of the vehicle. By
removing his hands from the controls, the control system would automatically damp out
the oscillations. The problem basically was associated with the time delay from the pilot
input through the computer to the actuators and finally moving the control surface.
Following the last ALT flight, the KSC on-site personnel prepped the Enterprise for
transport to the Marshal Center where it was to undergo some vibration testing and fit
checks with the external tank. When these tests were completed we then transported the
Enterprise to KSC and checked out their Mate/De-mate (MDD) facility. [ was at KSC for
the arrival of the 747/Enterprise and participated in the de-mating of the vehicles. The
arrival of the Enterprise was a big event at the Cape. It seemed like every KSC employee
and contractor employee turned out to see the landing and taxi to the Mate/De-mate
facility. The Enterprise was used for a number of tests including fit checks at KSC before
eventually finding its way to the Smithsonian. As I recall the trip to the Smithsonian in-
cluded a Public Affairs grand tour of several cities before it finally reached Dulles.

Q: You worked on the STS-1 and -2 landings. What were your duties?

A: There was a lot of work to be done after the ALT Program was completed and before
the Orbital Flight Test Program began. I continued as Dryden’s Program Manager for the
Shuttle, initially I reported to Tke Gillam. This placed the Shuttle program above other
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Center programs priority wise, or at least it gave that appearance. DFRC senior manage-
ment, particularly Flight Operations objected to this and it was moved into the Projects
Directorate. Organizationally, I now reported to Gene Matranga, who had replaced Milt
Thompson as Director of Projects when Milt became Chief Engineer. Gene pretty well
ignored the Shuttle and, as far as I can remember, he never held a staff meeting that I was
asked to attend and he and I never spoke about the shuttle project.

Deke Slayton was the Orbital Flight Test Manager and it was Deke who I reported to
programmatically. I was responsible for ensuring the Landing Site/Equipment was ready
and that we were prepared to provide the necessary support. I had to walk a very narrow
path to obtain Center support as Dryden’s Flight Operations Management resented the in-
terference that this outside program was having with their day-to-day flight activities and
placed many roadblocks in my path. Dryden was not allocated any additional personnel
positions to support the Shuttle Program and supporting Shuttle took resources away from
Dryden Projects. I do not remember that Ike ever stood up to his senior managers and told
them that the Shuttle Program was a National Program and directed them to support it. At
one point, the problem with Flight Operations Management got so bad that Ike called me
into his office and told me that I had to go and meet with them, somehow make amends
and ask for their support. Ike was unwilling to direct them to provide support.

Fortunately for me, the attitude of the Flight Operations Management did not prevail
throughout all of the Flight Operations [FO], the 747 flight crew members were outstand-
ing as were many of the FO personnel assigned to the Program. Besides the flight crews,
personnel from FO who provided outstanding support who I can specifically remember
included Herb Anderson, Mike Arebalo, Charlie Baker, Jim Phelps, Gary Trippensee, Jim
Edgeworth, Herman Dorr, and Ed Sabo. The majority of the personnel at Dryden was
excited to be a part of this National Program and gave me nearly all of the support I could
ask for. I worked closely with JSC and KSC to identify the support requirements and pro-
vided the details of the requirements to the various Dryden functional areas so they could
develop plans on how to meet the requirements and estimate the resources needed.

Range support to Shuttle was a GSFC responsibility and our range people had a direct
link with the GSFC people. Looking back at the events of the time, it is kind of interest-
ing that I was never asked by DFRC senior management to provide a status report on our
preparations for the Orbital Flight Test Program yet, the Manned Space Flight Manage-
ment Council, asked that I attend their meetings and brief them on the SCA and Landing
site status on a regular basis.

Delivery of the Columbia: A special road had to be constructed along the West shore
of Rosamond dry lake to provide the connection between Rosamond Blvd. and the road
from Plant 42 to move the orbiters to Dryden where they would be mated to the 747 for
transport to KSC. The Dryden facilities people, if [ remember right Ski Markey, worked
with the AFFTC, KSC, Rockwell, and the Corp of Engineers to get this done. Due to
heavy rains, some repair work had to be completed on this road just before the Columbia
was due to be moved to our facility. Finally the day of the move came. It was late in the
afternoon when the Columbia finally reached the taxi strip leading to the Dryden ramp
area and to Shuttle Area A. When the Rockwell move team reached what was thought to
be Dryden’s property line, they refused to move the Columbia onto Dryden property until
NASA accepted the responsibility for it by signing the DD250. This document transferred
custody of the vehicle from Rockwell to NASA. I seemed to be the only person avail-
able to sign this document on NASA’s behalf and, even though I did not think I had the
authority to do so, I went ahead and signed just to get Rockwell to continue the move to
DFRC’s Shuttle Area ‘A’. As I signed the DD250, I remember looking at the price that
had been typed into the value line of the document. It was $1 billion and I thought to
myself, nothing better happen to this vehicle while it was in our custody or I would have
to work many lifetimes to pay for it.
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A number of tiles were still missing and it was felt that the areas where they were
missing had to be covered to avoid a possible zipper effect caused by airflow during the
flight to KSC. We dispatched people to Lancaster to buy every tube of RTV available.
RTV was the material that was used as adhesive to bond the tile to the Nomax isolation
pad isolating the tile from the skin of the orbiter. Once the holes were patched the Orbiter
was mated to the 747 aircraft and a short test flight was made to verify the recent patches
would stay on for the ferry flight. I don’t remember whether it took one or two test flights
before we were cleared to go but, eventually we were ready.

Moving the Columbia to KSC: The 747/Orbiter combination had to be flown at rela-
tively low altitude to keep from cold soaking any fluids on board to the point of freezing
as there was no heat supplied from the 747. The 747 consumed large quantities of fuel
flying at these low altitudes and required several stops for refueling before getting to KSC
and, since the mated pair was such an impressive sight, NASA wanted them seen by as
many people as possible. On this flight JSC provided their Gulfstream II to carry person-
nel who were thought might be required enroute for any contingency that might occur.
Deke asked me to accompany the move as the 747 was my responsibility even though I
had a Flight Operations Engineer, Herb Anderson, making the trip. Our 747 maintenance
crew flew on the 747 while Herb and I were on the Gulfstream. Our first scheduled stop
was San Antonio, TX, however as we started to cross Texas, a series of thunderstorms
was reported around the San Antonio area and we diverted to Biggs AFB, adjacent to Ft.
Hood at El Paso, TX. The Army sent a unit over to the base and placed guards around the
aircraft.

We ended up spending two nights at El Paso due to weather problems. On the first night
a number of the guys decided to go to Juarez, Mexico, just across the river from El Paso
for dinner. Herb Anderson and I elected not to go and ate near the motel in a fast food
place. After dinner the wind was picking up quite strong as a front approached, so Herb
and 1 decided to go out to the base to check on the condition of the aircraft. It was a cold
night and when we got to the 747/Columbia we saw the guards were fully exposed to the

The fifth and final
ALT flight ended
in a landing on
the concrete
Edwards runway.
The Enterprise
experienced pilot-
induced oscillations
resulting from a
timing delay in
computers.
(EC-77-9055)
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wind and were chilled. We opened the wheel well door at the nose gear where there was
a ladder leading up into the electronics bay of the 747. From there, another ladder led

to a trap door that opened into the first class cabin of the aircraft. While the main cabin
had been stripped of all seats, wall panels and insulation to save weight, we had retained
several rows of seats in the first class area. We had decorated this area with a number

of pictures that had been taken during the ALT program. We invited the guards to come
up two at a time to briefly get out of the wind and to see the inside of the Shuttle Carrier
Aircraft. I walked around the cabin with them explaining the pictures that were mounted

on the panels.

When the second group came up, I neglected to close the trap door and while walk-
ing around pointing out the pictures, I stepped right into the open space where the door
should have been closed, falling until my arms caught the sides of the opening. This kept
me from falling all the way down and possibly seriously injuring myself. As it was, I
managed to crack two ribs in the fall. The next day we were invited to see a B-25 that
was in the process of being restored and, following that, most of the people spent the rest
of the day resting.

We finally left El Paso, spending the next night in San Antonio. Even though it was

arelatively short hop from El

Phase B Shuttle Studies to To ._Be Awarded

Proposals from industry for pre-
liminary definition and planning studies
of a space shuttle system for transporta-
tion between earth and low orbit have
been submitted to NASA Headquarters.

Several Center engineers are partic-
ipating in the evaluation of the various
proposals.

The two stage, fully reuseable space
shuttle is a logistic vehicle for manned
Earth orbital operations including place-
ment, maintenance, and retrieval of ex-
perimental modules and satellites; delivery
of prapulsive stage and payloads; delivery
of propellants to a space station or orbit-
ing vehicle; and short duration special
purpose orbital missions.

The reuseable shuttle will signifi-
cantly reduce space transportation costs;

(Continued next column)

{t will approach an airline type environ-
ment for crew, passengers, and payload;
and operate with short turn.around times
compatible with a high launch rate and
low operating costs compared to present
systems. )

The vertical take-off, horizontal
landing shuttle could be in operation by
1977 or 1978. High performance liquid
hydrogen-fiquid oxygen fueled engines
will make up the space shuttle’s main
propulsion system.

Proposals were submitted to the
NASA Office of Manned Space Flight.

From the proposals, up to thre
firms will be selected for parallel 11-month
Phase B studies under fixed price con-
tracts. The Phase B contracts witl be man-
aged by NASA’s Marshall Space Flight
Center and Manned Spacecraft Center.

.. Paso to San Antonio, we were
obligated to stop there to meet
)public relations commitments.
The Gulfstream landed ahead
§of the 747/Columbia. As we
were circling for our landing,

i he other aircraft was across the
city from us and we could see
‘what a sensation it was caus-
mg Cars were stopping in the
middle of the freeway, people
jumping out to get a better view
of this phenomenal sight that
the 747/Columbia made flying.
1t was something to see. Dick
Scoble was piloting the 747

gt this time and made a per-
fect landing at Kelly AFB just
outside of San Antonio. I did
mnot mention it earlier but, Deke
flew chase on the 747 in a T-38
for the entire trip. We opened

" up the 747 and a hatch in the

top of the airplane where one could see the Orblter We kept the vehicles open while

hundreds of guests paraded through.
We were now two days behind schedule, with still two days to go to reach the Cape

as another overnight stop had been scheduled either at Atlanta or New Orleans. I had a

family commitment that I was very reluctant to break so, I approached Deke and told him
that I would like to drop out and return home to meet this commitment and since Herb
was along, I thought I was surplus. When I talked about keeping the family commitment,
Deke’s response was, “Mel, I think you have your priorities right. While we would like to
have you accompany us, go ahead and go.” The Columbia eventually reached KSC on 25
March 1979.

Preparing for STS-1: 1t is a matter of record that over two years lapsed between the
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delivery of the Columbia to KSC and the launch of STS-1 on April 12, 1981. This was
not a period of rest for those of us working on the Shuttle Program at Dryden. Al Harley,
the KSC on site manager, his assistant Don Sharp and Denis Bessette, my deputy, and I
worked closely to get the site ready for the processing of the Columbia when it returned
from orbit. Al had a contingent of 20 KSC-Rockwell people supporting him on site. Our
DFRC team in Area A included Chuck Brown, Shuttle Facility Manager; Mike Arebalo
and Jim Edgeworth, Airfield Support Coordinators; Charlie Baker, Convoy Coordinator;
Russ Eddington, Quality Assurance; Chippy Hernandez, Contractor Liaison; and seven
Serv-Air contractor personnel for Mate/De-mate Device maintenance. Serv-Air also had
the contract with JSC to maintain the 747 Shuttle Carrier Aircraft and had a team of 5
mechanic/technicians led by Jerry Eudy. Herman Dorr, Jim Phelps and Gary Trippensee
provided additional help as Airfield Support Coordinators and Ed Sabo was added as a
Convoy Coordinator starting with pre-landing activities and ending on the departure of
the 747/Columbia. During this period, we provided support on a 24/7 basis.

While we had a good relationship with Al Harley and Don Sharpe, initially it seemed
there was a constant struggle over who was responsible for what. We finally reached an
agreement that any piece of equipment that came in contact with the Orbiter was KSC’s,
anything to do with the astronauts was JSC’s, and everything else belonged to us. Even
though a piece of equipment or a function belonged to KSC or JSC, supporting KSC or
JSC still fell on Dryden’s shoulders as the host organization at the landing site. Of course,
Deke had the overall responsibility assisted by his very able deputy, Tom McElmurry.
Tom was a retired Air Force colonel who during the ALT program had been allowed by
JSC to fly NASA T-38s. He was finally grounded during OFT when it was discovered he
was and had been totally deaf in his left ear. Tom and Deke were a tireless team, always
available to help and provide guidance where they could or to offer advice if asked. Both
traveled frequently between Houston, the Cape, and Edwards.

At least 6 months before the scheduled launch, controlled madness seemed to set in.
Rehearsal, rehearsal and more rehearsals. It seemed every functional element conducted
separate rehearsals and some part of the Dryden organization was involved. Of course,
the launch slipped, the winter rains came and the lakebed got wet, requiring additional
delay.

KSC Support: A complete set of ground support equipment/vehicles had to be readied,
including procedures to maintain and operate them. Toxic and explosive fumes needed
to be purged from a returning Orbiter and massive volumes of cool air were essential to
prevent damage to the electronic systems on board. Diesel generators were required to
provide the electrical power necessary to run the purge and cooling units. KSC had de-
signed the units and purchased the major elements of each unit except for the generators.
These they found either in storage or surplus and had them shipped to DFRC.

When we received them they were in pretty bad shape and our mechanics were re-
quired to completely refurbish them. We also assisted KSC in getting the complete units
mounted on flatbed semi-trucks. Eventually a convoy of vehicles was assembled that
would rush to the Orbiter as it came to a stop following landing. If I remember correctly,
the convoy included the Convoy Commander’s vehicle, the Purge vehicle, the Cooling
Unit, a SCAPE van, a giant mobile fan, the Astronauts Mobile Lounge, a stair truck, and
the tow vehicle. The convoy was mainly staffed with KSC contractor personnel; however
several of our people did participate in the convoy activity. Once all of the vehicles were
ready, an extensive training program was undertaken to ensure the time required getting
the purge and cooling units connected to the Orbiter and operating met the critical time
required.

JSC Support: JSC specified what landing aids were required during Shuttle operations.
We were responsible for the operation of the landing aids during training flights and the
actual mission. The ground based landing aids for STS-1 consisted of the Microwave
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Scanning Beam Landing System (MSBLS) and the Precision Approach Path Indicator
(PAPI) lights. During ALT the MSBLS had been activated and data taken validated its
performance. It was a required system for the OFT Program and was thoroughly checked
out before STS-1. We assumed O&M responsibility for the system following the comple-
tion of ALT. We had an agreement with the Air Force that allowed us to semi-permanent-
ly keep the MSBLS systems setup to support landings on the lakebed runways designated
for the Shuttle. PAPI lights were identified as a landing aid requirement after ALT was
completed. These lights provided the pilot with visual information on whether he was

on glide slope or above or below it. We had to set up the PAPI lights for each training
flight and for the mission. JSC had a Gulfstream II that had been modified to simulate

the Orbiter for training. This aircraft was flown on a number of training missions both at
Dryden and at White Sands in New Mexico. At White Sands a contingency landing site
had been established by JSC, staffed by JSC contractor personnel. KSC was responsible
for providing the spares and depot level maintenance for the systems. Both JSC and KSC
asked us to assume the responsibility for the systems at White Sands. DFRC’s Range
Manager (I have forgotten his name and could not find it in my personal notes) and I,
along with our range maintenance contractor’s on site manager Bill Montgomery, made a
trip to White Sands to evaluate what we were being asked to do. After looking the situa-
tion over, our Range Manager indicated he did not feel we should accept the responsibil-
ity for the White Sands operation; we told JSC and KSC that we did not want to take over
the function.

We also had to maintain a facility for the flight crews that had been set up during the
ALT Program between Building 4800 and the Air Force Fire Station adjacent to the taxi
strip. As I recall, this facility consisted of four double wide trailers connected together. It
was divided up into bedrooms, bathroom facilities and a kitchen. Our biomedical facil-
ity, managed by Dr. William (Bill) Winter, was in the same area. Bill was a competent
medical professional who had retired as a Navy Flight Surgeon before coming to work at
Dryden. Earlier, he had played a key role in the development of Dryden’s RPRV capabil-
ity. He and his staff always provided exceptional support during the entire period that
I was associated with the shuttle. Another individual I do not want to forget to mention
who I could always count on to provide outstanding support, it seemed 24 hours each
day, was Joe D’ Agostino. Joe was in charge of Dryden security and, even though fre-
quently the support help we needed was not necessarily a security matter, I could count
on Joe to make sure it was provided.

STS-1 was hectic! About ten days before launch we were invaded by the press. Los
Angeles television stations began setting up for local and network coverage of the land-
ing. Scaffolds were built along the edge of the lakebed adjacent to the taxi strip leading
between the main Dryden complex and Area A to elevate the cameras and reporters so
they had a better view. Generators were set up to provide power; cables seemed to run
in every direction. It was early April and with early sunsets; bright lights were turned on
for reporters to provide their live reports for the evening news. The whole area seemed
surreal.

In addition to the television people, newspaper, magazine and radio reporters from all
over the world arrived and had to be taken care of. Ralph Jackson and his team main-
tained excellent control over this menagerie, passing out continuing up to date releases,
responding to questions and requests for interviews. [ was asked to be interviewed daily,
sometimes several times a day. Usually they wanted the interview scheduled live for
the evening news. Every morning John Yardley, NASA’s Associate Administrator for
Manned Space Flight held a Mission Team teleconference that I was required to partici-
pate in. During the teleconference every one of the sites supporting the STS-1 mission
was required to give a status report. The workday for me ran from shortly after 6 in the
morning until 8 or 9 in the evening.
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Finally launch day arrived. We had been supporting the countdown from our control
room continuously from the time the countdown started. All on our end was in readiness.
Our technicians had all of their equipment checked and were ready to support should an
abort once around (AOA) be called as was all of our support teams including the AFFTC.
KSC had chartered at least one and possibly two commercial jets to transport their people
and their contractors to Dryden immediately following the launch and verification that the
Orbiter had sufficient energy to reach Edwards. Their contractor personnel were brought
in to move the Orbiter from the lakebed to the MDD and to process it for its return flight
to the Cape. (At this time we had not been trusted to tow the Orbiter from the lakebed
even though Charlie Baker and Ed Sabo had towed more aircraft and other flight vehicles
than the KSC people had ever seen).

Since there was a possibility of an Abort-Once-Around, it was important to get them
on site as soon as possible to get the purge and cooling units attached and operating to
minimize the damage to the electronic systems on board the Orbiter. People who needed
access to Area A needed to have the proper badges to gain entry. Normally, to have access
to Area A, one had to participate in a training session which included both classroom and
site walk-down to become familiar with the facilities and hazard areas. We had two guard
stations, one to pass through to enter Area A and a second that allowed one access to the
MDD area. This station was a safe distance from the MDD and was activated when an
Orbiter was in the facility. When one entered through this station you had to leave your
badge with the guard. This was to ensure that we knew who and how many were within
the hazard area in the event of an incident. In order to minimize the last minute conges-
tion, we had prepared a training film covering the requirements needed for access and
sent this film to KSC. They, in turn, provided us with a list of their personnel who needed
access and who had been trained so we could have badges available for their people on
arrival.

The night before the landing 1 had gone home about 11 PM, ate a nice late dinner that
my wife had prepared for me, showered, changed clothes and returned to Dryden. I knew
it would be practically impossible to get any rest at home and that the traffic would be
a nightmare in the morning. It was about I AM when [ drove back out to the base and
already the traffic was noticeably heavy. I checked with several of our people, found ev-
erything was moving along smoothly, and headed for the control room.

As I'recall, by the time Shuttle came about, the old X-15 control room had been totally
reconfigured and we now had two control rooms, one called the Gold Room and the other
the Blue Room. They were identical to each other, with an observation area for visitors
between them. If I remember correctly, we were using the Gold Room and T went in and
sat down. We had people at the consoles communicating with Houston and the Cape. All
was quiet from the Orbiter as the de-orbit burn was scheduled for some time later. Not
much happening there so, I went down to the Shuttle area (Area A). We had a trailer there
in which I had a second office and it was in this trailer where our airfield support coordi-
nators fielded phone calls, coordinating support when they were not out actually providing
support themselves. On the North wall of the Shuttle hangar a concrete block lean-to type
building had been attached. In the building was a large room in which the KSC Opera-
tions Director and his staff monitored the work done on the Orbiter as it was prepped for
its return to Kennedy.

I went over to this facility and found they were communicating with the Cape, report-
ing the status of the MSBLS and the PAPI. These were the principle ground based systems
providing landing cues to the pilots. By this time the JSC Gulfstream was up flying ap-
proaches, checking the performance of these systems. I returned to Building 4800 and the
control room about the time the de-orbit burn had taken place. That was it; the crew was
now commiitted to landing the Orbiter at Edwards. I then went down to lke’s office where
he was entertaining several VIPs in the Executive Conference Room which was connected

168



From left, Gordon
Fullerton, Fred
Haise, and Great
Britain’s Prince
Charies after the
fifth ALT flight.
(E77-8862)

to his office. Since I had no functional assignments during the landing operations, I had
been tasked to escort Dr. Alan Lovelace, NASA’s acting Administrator, during the land-
ing activities and, immediately following the landing ensure that he got to his airplane for
his return to Washington, DC. About 2 hour before the landing I escorted Dr. Lovelace

up to the visitor’s area outside of the control room. Here we could hear the communica-
tions taking place and had a view of the radar plotting boards that would show the track of
the Orbiter from the time it crossed the coast of California until it landed on the Edwards
lakebed. We watched the operation from this vantage point and just before the Orbiter
turned on final, I showed him a back stairway to the roof of the building which we climbed
to watch the landing. Immediately following the landing I escorted him through the crowds
to where he made some statements to the press and then on to his airplane which was
parked on the ramp at DFRC. Dr. Lovelace very graciously thanked me and departed.

By the time I got back to the roof, the service vehicles were positioned at the Orbiter
and the crew was being escorted off. Nearly everything we had planned and worked to
make happen through detailed rehearsals over several years had been successfully com-
pleted and now we only had to support the de-servicing of the Orbiter, the mating to the
747 and departure to KSC to complete STS-1. To my surprise, I was named “The Man In
The News” by the Editors of the New York Times on the day of the landing. This surprised
me as I did not seek that publicity and I am not sure I could have avoided it. This public-
ity did not benefit my career at Dryden as there was a good deal of resentment on the part
of some of the senior management over this.

Q: The ALT and early Shuttle flights brought huge crowds to Dryden. What do you recol-
lect about this?
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A: By the 4" ALT flight, the crowds were getting much smaller and handling of the
crowds was well under control. The 5 ALT attracted more attention because Prince
Charles was going to be there to witness it. Security was very effective and few people
ever did get to see the Prince.

STS-1: The crowds that arrived for STS-1 were a different story altogether. T do not
know the actual number of people who watched this event but I think it was estimated
close to Y% million people came out to Edwards that day. We anticipated very large crowds
for this event and knew that it would require support from many outside of DFRC. Tt was
all DFRC could do to handle the VIPs and the press. In fact, Ralph Jackson, Dryden’s
PAO, had major support from the other NASA centers for the press. My project team
worked with Cal FEMA, CHP, Kern County Sheriff’s Department to help them prepare
for the crowds expected to descend on the base. I participated in the AFFTC Command-
er’s staff meetings to brief the general and his staff on shuttle status and support needed.
The general assigned Dick Scobee, who subsequently became an astronaut and com-
manded the ill-fated flight of Challenger, to be my counterpart at the AFFTC. Dick did an
outstanding job, working with me developing plans and coordinating Air Force support.
In additional he was instrumental in securing Army medical/first aid support for crowds.

Q: Any unusual experiences during the shuttle landings?

A: The only black mark on our STS-1 support record: There were residual hypergolic flu-
ids on board the Orbiter when it landed. There was a danger of a spill of these fluids while
prepping the Orbiter for transport back to KSC. Sumps were built around the Mate/de-
Mate Device where the orbiter was prepped to wash any spills into. Immediately prior to
the landing, we were required to pump the sumps dry to minimize any incidents should a
hypergolic spill occur. No one thought to specify where the fluids from the sumps should
be pumped to and on landing, our engineer responsible for ensuring they were pumped
had them pumped and drained all of the waste right out onto the lakebed. This was
directly in the path of the on-ramp where the orbiter had to be towed. The lakebed was
marginally dry from the winter rains and the Orbiter was already sinking into the surface.
It was impossible to tow the Orbiter through the fluids from the sumps without potential
damage to the vehicle. We overcame this problem by scrounging every sheet of 5/8ths
inch plywood that we could find and placed these on the lakebed, covering the fluids. The
Orbiter was successfully towed over the plywood even though the plywood cracked as
the Orbiter passed over it. The whole episode caused well over an hour’s delay in getting
the orbiter into the MDD.

Chris Kraft: The day following the landing of STS-1, Chris Kraft, JSC Center Director,
flew into Edwards to see first hand the tile damage that had occurred. I met Chris at his
plane and accompanied him to the Shuttle Area. Before starting, [ mentioned to Chris that
an old acquaintance of his, Harvey Price (one of my X-15 Inertial Guidance System Tech-
nicians) had recently retired. Harvey had married one of Chris” high school sweethearts
right after World War Il was over. Dottie, Harvey’s wife, had passed away some time
before STS-1. We knew her quite well as she and Harvey had taught my wife and myself
bridge. Chris asked how Harvey was doing and I told him I thought he was doing quite
well. Chris said he should give Harvey a call and asked if T had his phone number. We
stopped at the guard’s desk at the entrance to Building 4800 and looked the number up in
the Lancaster phone directory. He used the phone in the lobby, called Harvey and spoke
with him for about 10 minutes. I was really impressed that as busy a man as Chris was, he
would take the time out of his schedule to call Harvey just to check on how he was doing.

Hollywood: During the preps of the orbiter for ferry back to the Cape, I had the plea-
sure of providing Clint Eastwood with a tour of the Shuttle Area. Because of the danger
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associated with the de-servicing activities, the technicians were still working in SCAPE
suits. Consequently, we could not allow Clint to get very close to the Orbiter. I explained
to him what was being done and why we could not get close. He indicated he understood
and was very gracious about it. I went ahead and briefed him on the activities that were
still scheduled to be completed before ferrying it back to the Cape. I was impressed with
Clint; he paid very close attention to what I was saying and seemed to understand.

Bad News: The day the Columbia was finally ready to be ferried to KSC, the mated
pair was towed up and parked at the DFRC ramp. Many of the Dryden and contractor em-
ployees gathered at the back of the facility to view the vehicles and watch the departure.

I was under the 747 with one of my team members going over some final preps when Ike
Gillam came up and asked to speak with me. We walked away to the side of the vehicles
where lke said he just received some very depressing news. He went on to say that he had
a call from Washington informing him that Dryden was no longer a Center but was now
or would be a division of Ames in October. I asked him what his status was and he replied
that he was being reassigned to a position in Washington. He added that John Manke
would be the Director of the Dryden facility.

Q: You spent 20 years at Dryden. Looking back at that time, what memories stick out?
(Over and above what you have already described.)

A: Great Place to Work: 1t was great working at the FRC. This was especially true under
Center Director Paul Bikle, when it seemed we were always working on the leading edge
of technology. Paul did an excellent job of keeping us isolated from the politics of head-
quarters. This isolation seemed to end with Paul’s retirement.

Outstanding Employees: 1 will always be impressed with the Dryden employees that 1
had an opportunity to work with. They embraced every challenge with a ‘can do’ attitude
and were never afraid to go the extra mile to ensure project success. Every program that
I was associated with, from the X-15, LLRV, DFBW, through the Space Shuttle owes a
large portion of their success to these people.
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(Excerpted from the Johnson Space Center website)

Fred Haise followed much the same path to space as Neil Armstrong had. Both had
enlisted in the navy in the early postwar period. Both flew early jet fighters in the mili-
tary and returned to school to complete their engineering degrees. Haise and Armstrong
both worked at the Lewis Research Center (now Glenn), before transferring to the
Flight Research Center (now Dryden). They were both selected as astronauts and flew a
lunar mission.

Haise was involved in the initial development of the lifting bodies. He flew the
variable stability T-33 to simulate the M2-F2’s flight characteristics. He also made a
car-tow flight in the M2-F1 lifting body on April 22, 1966. Haise also flew the F-104,
F5D, T-33, C-47, and T-37 in various support and research roles. And he flew handling
evaluations on different types of light aircraft, including the Piper PA-30, Cessna 310,
and Aero Commander. While at the Flight Research Center, Haise attended the Air
Force’s Aerospace Research Pilot School at Edwards, and was the outstanding graduate
of Class 64A.

Haise is most famous as the Lunar Module pilot on Apollo 13. What was to have
been the third manned landing on the Moon turned into a struggle for survival when an
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oxygen tank exploded. This caused the loss of power in the Command Module, forcing
the crew to rely on the limited battery power of the Lunar Module. Apollo 13 looped
around the Moon, returned to the Earth, and made a successful splashdown.

Haise joined the emerging shuttle program and became part of its management. As
the Enterprise neared completion, Haise was selected as one of the two crew command-
ers who would conduct the Approach and Landing Tests. This marked both his return to
Edwards, and the culmination of his early work on the lifting bodies a decade before.

Q: Fred, thanks for coming by. You came to NASA from a background, if I read the
biography correctly, that had an aviation touch with the Navy, the Marine Corps, and
the Air Force. How did you happen to be involved with all of them?

A: Well, it—I went into the Naval Aviation Cadet Program, is the way I entered the
aviation business, as an enlisted person, a cadet. And when you graduate and are com-
missioned and receive your wings..., you’re given an honorable discharge from the
navy. Then I served in the marine corps for a tour; and, when I left the marine orps, [—
in reserves, I went to the Air National Guard. So I had a retirement from the US Marine
Corps, an honorable discharge. And then during 1961, I was recalled into the Air Force
in the Tactical Air Command from the Air National Guard in Ohio for the Second Ber-
lin Crisis. And after that 1-year assignment, I again received [an honorable discharge]
certificate from the Air Force.

Q: Okay. And of course that grew in part, ’'m sure, out of your educational background
starting in junior college but then on to the University of Oklahoma in Aeronautical
Engineering.

A: Well, the path was kind of devious. I got interested in the newspaper business and
worked on the high school paper [as] sports editor, then the first 2 years of college I
was in journalism and worked summers for the local paper in my hometown in Missis-
sippi, the Biloxi-Gulfport Daily Herald. And the Korean War came along, and I wanted
to enlist and serve. And at the time, the only program I could get into that would lead

to a commission, which was my primary goal, was the Naval Aviation Cadet Pro-

gram. So—and accidentally I ended up in the flying business, which I loved. And that
changed my whole career path, because at that—from there I went back to school to get
an engineering degree to become a test pilot. And that put me back at the University of
Oklahoma for 3 years.

Q: Oh okay. So did the—was the exposure to flying kind of coincidental? Or was that
some deep-seated desire that you’ve had since you were a kid?

A: No. It was purely accidental. I had never—when at the time I signed up for the
program, I was 18 years old. I had graduated from high school at 16 and [had] had 2
years of college at 18; and like most 18 year olds, I think you jump into things without
thinking ahead very much because I had never been in an airplane—even in a commer-
cial airliner. I had never flown at all. I just wanted to be commissioned, to be a commis-
sioned officer; and I began to get a little worried in the preflight part of the program,
where many of the other people in the program talked about their light aircraft, private
flying experience and I didn’t know the first thing about an airplane. But like I said, I
took to it and I really loved the experience.

Q: Flying is sort of intuitive in a sense, isn’t it? It’s not one of those things that you’re
necessarily better adept at doing simply because you’ve had experience. But some
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people seem to have the knack for it and the rest of us don’t.

A: Well I think there’s, there’s certainly a hand-eye coordination facet that, you know,
is true of anything that requires some dexterity that way—be it sports or flying. I guess
there’s a physiological part of it that’s a little different—that’s a different experience
from the standpoint of the g’s you might feel or the tumbling or rolling or those kind of
things that are a little different than most.

Q: Yeah. What sorts of aircraft were you initially involved with?

A: Well at the time I went into flight training in 1952, I did the basic in the old Navy
SNJ, which is—the equivalent Air Force [airplane] would be the Texan T-6.

Q: Right.

A: And advanced training in those days was the Hellcat, the Grumman F6F, the one
that, you know, won fame in the Pacific War.

Q: Prop and radial engine.

A: Prop—radial. Both of them—both of them prop aircraft that [I] had qualified...ship-
board on two occasions. And then to qualify in jets, it was a very short

program of, like, 20 hours’ conversion into the navy TV1/TV2 series, which was an air
force T-33 Shooting Star trainer version. ...Going in the marine corps, [my] first squad-
ron, was in Banshees, McDonnell F2Hs. The squadron, before I left, had converted to
Grumman F9F-8s, the swept-wing Cougars.

Q: So your associations with Grumman began a long time ago.

A: Well, if you look at the whole flying, I’ve flown about 80 types of aircraft. So I've
had an association with just about every aviation builder...

Q: You also had, I think, about 7 years of experience, with NASA before you came into
the astronaut program, as a NASA research pilot. I guess starting at Lewis?

A: That’s correct. I had met a fellow in the Oklahoma Air National Guard (in fact, my
squadron commander), Stanley Newman, who had earlier in his life had worked as an
engineer at Langley, and he was the one that put the thought in my mind that I should
become a NASA research pilot. So even before I finished the University of Oklahoma,
I was already scouting around, made visits to Langley and Ames and Edwards, which
were then at that time the premier flight test center of all the NASA centers. But there
simply were no openings, and there was a long waiting list.

So I ended up applying and being accepted at Lewis Research Center, which had
research programs but more catered to testing of systems using aircraft as the vehicles to
test new propulsion systems. We carried aloft...Ram jets hung under airplanes. We had a
zero-g aircraft facility. In fact we had the second one in the country behind the Air Force
at Wright-Patterson, with an old navy AJ2, where we did early testing to fix the configu-
ration of propellant tanks in the Centaur rocket, where the screens would be, for instance.

Q: So you were using it for engineering, but later it became a very valuable tool for
astronauts.

A: Oh yes. Absolutely. The one we had, just the bomb bay we used for these experi-
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ments. [It] was too small for the, really, —the purposes later I experienced when I
became an astronaut with the larger 707, where you had a much bigger area to free float
within,

Q: Right. I was of the impression that we didn’t happen on to the use of zero-g aircraft
until some time during the Gemini Program. But obviously it was for engineering pur-
poses, at least—it was well before that.

A: I think we inaugurated the AJ2 Program in 1960.

Q: Well, as a NASA research pilot, I’'m sure that you had exposure to and knew a
number of the astronauts that were selected in groups before you. Let’s see: Neil [A.]
Armstrong would have been one of them ahead of you.

A: Yeah. Neil, in fact, followed the same path through NASA that I had. Neil was
about 2%, 3 years ahead of me. He started at Lewis Research Center then went to
NASA’s Flight Research Center (now Dryden Flight Research Center at Edwards), and
from there entered the astronaut program. And I just—I followed literally the same
route, but about 3 years behind Neil.

Q: Did you find that made the transition from becoming a research pilot to becoming
an astronaut any smoother? Was it—was that a particularly good route to go in your
estimation?

A: Well, I think in the development—when you’re in the portion of a program that’s the
development program, which it was—still was—when I entered Apollo and certainly
for my early years in shuttle, I think having a background as an experimental test pilot
of any sort (be it a company pilot or with NASA) helps in the sense of your being—
having experience to be part of... the design evolution of the vehicle. Because that’s
arole that you play. In the case of my NASA experience, except for the Lifting Body
Program I had some participation in, most of it was for the design (if you will) and
implementation of the experiments or use of the aircraft, which often required modifi-
cation....

....My experience at Flight Research Center, I'd hoped to fly the X-15, rocket ship;
and clearly within that office, it was on seniority. And when I left Flight Research Cen-
ter to join the astronaut program, I was still two people away from getting my turn to
have flown the X-15. It so happens, I’'m glad I left because I would have never made it
by the time that program ended....

Q: Well of course, at the end of Apollo you moved into a shuttle management and flight
test position. And, is that the sequence that really precluded your flying in Skylab, the
fact that you were on one of the late crew assignments and then moved into Shuttle?

A: No. The only choice I had in that time period was to be a—I was asked by Chris
if I would consider being a member of the Apollo-Soyuz crew. And I—in my discus-
sion with Chris (I don’t remember the exact words), but basically what I felt I could
do the Agency better because of my past experience and Edwards experience with...
some degree with winged reentry vehicles, that I could serve better by skipping that
and going on to Shuttle. And in fact, ...to support the shuttle management. And so I
actually... left the Astronaut Office for about 3% years to work under Aaron Cohen in
the Orbiter Project Office, to work through that whole evolvement of early design of
Shuttle.
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Q: And of course, in a lot of respects the shuttle was much more of a test pilot’s
vehicle than any of our previous spacecraft had been.

A: Certainly from—yeah. Certainly from a stick and rudder, as we’d say, piloting role
of view, clearly it’s a winged vehicle. Certainly entry at least, entry through landing.
Going uphill it’s much the same vernacular as previous, except the stack configuration’s
different. And the wings and the tail feathers of the fin [are] really an encumbrance

on ascent. You’d just as soon not have them. They’re kind [of] in the way. You got to
worry about them not being overstressed. But certainly for entry, landing, it’s a piloting
machine.

Q: And of course the shuttle introduced us, from an astronaut’s point of view, into

a totally new regime of having to come back through the atmosphere at hypersonic
velocities and then to begin to fly it at supersonic and land at subsonic with a lot of new
computer technology involved.

A: Well that I didn’t mention it, but the—you mentioned it just now. Referring to com-
puters. That was the other technology jump, I would say, in Shuttle was to get the sync
[synchronized] set or redundant set of four computers to work together and actually by
data comparison to do voting of both the sensors on the ends as well as the computa-
tional aspects of what was going on within the computers. But clearly the control Sys-
tem was the most complex that had been devised to that date because it almost was—it
was several control systems.

There was one control system for very early entry, where the air was still very thin
and you’re at a very high angle of attack, and in some axes, more use of the rocket
engines than aerodynamic surfaces. Then a blending, in an intermediate range, of a
combination of aerodynamic surfaces and rocket engines were needed. And finally to a
pure aerodynamic stage, which probably didn’t truly happen to be [like] a normal air-
plane, including the rudder even in the mix, to below Mach 5. So from there on, it was
reasonably conventional as we would think of an airplane control system.

Q: Of course you mentioned that you were out of the Astronaut Office for 3 years as a
manager. This was the period of time, as I recall, when the approach and landing tests
were beginning to take shape under Deke Slayton. And from your vantage point in
management, I wonder what your perception was of Deke as a manager, [who] previ-
ously had been your boss in the astronaut corps, now he’s a colleague, manager over an
important part of the Shuttle Program.

A: Well I frankly was very happy with Deke to volunteer for that role, which is what he
did, because of his background. I mean, we had no one, in my mind, that was at Johnson
Space Center at the time that was better suited to take on that role. And I think it was
reflected in the way the program went. We missed the first free-flight release from the 747
only 2 weeks from a schedule that had been made several years before.

We completed the program (I forget), it was like 4 or 5 months earlier than we’d
planned—which is almost unheard of in a test program, certainly something as complex
as the orbiter (even that vintage orbiter) was. And I think that was Deke’s leadership in
pulling together both the contingent of NASA, which involved a lot of integration of
Kennedy Space Center people and Dryden NASA people, as well as the contractor
Rockwell in that phase.

Q: You know, certainly, it would not—to the outside viewer—have been the norm of
the Shuttle Program, which was experiencing very highly—widely publicized delays
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and schedule problems and budget problems. And yet as you point out, the approach
and landing test phase came through very nicely in both those respects.

A: Now it was—to me it was just remarkable. [ mean, I’d been involved in the test busi-
ness before, and one example is: We did have a problem on Joe Engle and Dick Truly’s
second flight—second free flight, where they had a leak in a hydrazine tank on the APU
[Auxiliary Power Unit] system, which did damage some wire bundles. And they turned
that around, if I recall, in 9 days’... including weekends, which caused Gordo [Charles.
G. Fullerton] and I, we really, even for the simple kind of flight plan we had to fly, we
were pushed to be ready with the training to make that next flight. Turn[ed] it around in
9 days flat.

Q: You flew (what?) two of the captive flight tests and three of the free flights?

A: Yeah. I flew a total of five of the total eight flight program. ...Again we cut the cap-
tive short. We only did three; originally I think we had five of those planned, but we got
what we needed in three. And then we flew five free flights. Gordo Fullerton and I flew
three of the five.

Q: Right. And Fullerton was your second in command on all of those?

A: That’s correct.

Haise (left) and
Fullerton have
breakfast before an
ALT flight
(E77-32672).

Q: Did that require you getting back into the Astronaut Office?

A: Oh yes. No, I’d cycled back into the Astronaut Office probably about a year before
that first free flight. And in that role, we went back to the more traditional role, even
before flight, of being a participant in the testing of the real hardware at Palmdale [Cali-
fornia] (in that case), involvement with the software development and the discrepancies
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that were showing up in the loads, both through our simulation, which could accurately
work that because we had real IBM [AP]-101 computers that were being used in the
simulation of Shuttle.

So when the new software load came, the problems we saw in the simulator were
identical to what you would see in the real vehicle or in SAIL [Shuttle Avionics Inte-
gration Laboratory], which is [an] avionics test facility here at Johnson Space Center.
So we had all those kind of involvements working with Mission Control people again
and in that same time frame, defining the flight plans, procedures; and with the Test
people at the NASA and the contractors, where the vehicles were being put together.

Q: While it’s not unusual in an aircraft program, in a space—in the space program, it
was a bit of an anomaly to fly a vehicle manned for the first time. We’d always done
unmanned test flights. Was this any particular concern or consideration from your point
of view?

At No. Certainly not for the approach and landing test. It would have been very dif-
ficult to have devised a scheme, in my view, to have flown that program unmanned. [
guess you could’ve used an RF link and really had a pilot on a stick on the ground like
they have flown some other programs. But to totally mechanically program it to do
that, and inherent within the vehicle, would have been very difficult for that part of the
program. There was on the orbital program initially a planned unmanned flight. Again
it was of great complexity, and handling the myriad of potential system problems
you—would occur to automate that. One of—one of the (call it) “vehicle shortcom-
ings” that showed up in approach and landing tests, things we missed, was in redun-
dancy management. So there was a lot of lessons learned. .. that were put into improve-
ments, if you will, into the orbital version. But even with that, with a crew aboard, even
though they might not be aboard on the day of launch to fly the vehicle, to be there in

a systems diagnostic and be able to handle the multitude of things that you could work
around, just inherently made the success potential of a flight a lot greater.

Q: Was the astronaut corps, and particularly John W. Young and Robert L. Crippen
who were scheduled to fly the first orbital mission, were they among the strong propo-
nents for doing it with a crew onboard at first flight?

A: Absolutely. And the Program Office were all—Charlie Duke, at that time, was
working (I think) for Mr. Donald C. Cheatham. And Charlie set off on and did a
study—on that manned versus unmanned with the pros and cons. That was reviewed,
you know, at least through Bob Thompson here at Johnson and I’m sure followed up in
Headquarters reviews. That kind of sold that as the baseline.

Q: You had a chance to observe—I don’t know how close you were—to the—or how
much knowledge you have of the Russian system, but on the surface at least, the Rus-
sian space shuttle, the Buran, looks almost like a carbon copy of NASA’s orbiter.

A: Well I’'m sure—again I don’t know that much personally. In fact, I've never been to
Russia. But you’re right; it’s clear it’s a carbon copy from the—pretty much the mold
line aspects. Which has great advantages. It’s obviously a vehicle configuration, aero-
dynamically, you know would work. It eases a lot of their cost and time for wind tunnel
testing, to some degree, in considering variations and things that you do in simulations
(closed-loop simulations). So it short-cut to a great degree of (call it) homework they
might have had to do from just the aerodynamics and control—guidance and control
aspects.
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Now as far as the systems onboard [go], I have no idea how much they replicated the
guts of computing systems or environmental systems. Probably have very little similar-
ity to shuttle for all I knew.

Q: Yeah. And of course on the other hand, too, the similarities in the mission or the role
you have for an intended vehicle will have a lot to do with shaping what it looks like.

A: Yes. We were driven on Shuttle by—within the design phase—what were called
design reference missions. If I recall, there was five of them, and one of them had an
A and B variation. They had some resemblance to what you might consider real mis-
sions, but the—but at the same time, some aspects of design reference missions 1’11
say [were] falsified to the degree you’d probably never fly the mission that way. But
were meant to challenge the design, to make the design margins encompass virtual-
ly—a mission set you might fly. And different designs pushed different aspects of the
design. And so by having this set of them, you kind of covered the spectrum of what
you might ultimately have to face in flying the vehicle through (what I call) the “real”
missions.

Q: Describe for us the way the free-flight test off the back of the 747 worked and what
the vehicle was like to fly for the first time. How did it compare with the simulators and
so on?

A: The real flights on the back of 747 were unusual in a couple of respects, one a real
surprise. When we first rode on top, you couldn’t see the 747, no matter how, you
know, you’d lean over and try to look out the side window or—it just—you couldn’t
view any part of it.

Q: Not even a wingtip?

A: Not even a wingtip. So it was kind of like a magic carpet ride, you know. You’re just
moving along the ground and then you take off. And something below you, you knew it
was there, but you couldn’t see what was taking you aloft. It was also deceptive sitting
up that high. Things always looked like it was going slower than it was, for your taxiing
and particularly the first takeoff I really thought Fitz had rotated too early. It didn’t look
like we were going fast enough.

Q: Fitz—Fitz—
A: Fitz Fulton, who was flying—
Q: —who was flying the 747.

A: Yeah, he was the 747 pilot at that time. And when he rotated, I said [to myself], “We’re
not going fast enough to make it off the ground.” In other aspects, airborne there was not
too much unusual. The unusual thing we faced, though, that we—I don’t think we thought
of, frankly, late in the program, approaching flight, was to have to do a taxi test back-
wards from the way you would normally do it in an airplane.

In an airplane, you have a jet engine or a reciprocating engine, and you normally ap-
proach flight test by first of all doing some taxi tests around the ramp and then some runs
down the runway, progressively getting faster and faster. And finally you reach the day in
the test program you take off and start doing the flight test portion. Well we had no way of
doing taxi tests, because the orbiter—our orbiter, Enterprise, had no engines.
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And so we were going to have to face doing taxi tests from the upper end of the speed
spectrum backwards. In other words after we landed at 190 knots or so, somewhere
down that rollout we were going to do taxi tests. And we did it by each flight—first
flight starting it at a very low speed. Didn’t touch anything till we got down slow. The
lakebed allowed that [with] a very wide expanse on the Rogers dry lake at Edwards Air
Force Base. And then each flight, step it backwards up the speed spectrum to check out
braking and nose wheel steering at progressively higher speeds. So that’s the way, a
very unusual way, taxi tests were done on Enterprise.

The only other concern that I had, and it was because we did it differently in terms of
aircraft preparation, [was] flight tests. Normally you do full loads on control surfaces in
a flight aerodynamic load sense to integrate the whole control system before you fly by
using weights and things [on the ground]. And here we’re going to we didn’t have that
luxury. But we did have the advantage of being on top of the 747, so through very small
control motion on top of the 747 we were getting real air loads, although not through—
we couldn’t do it through full control sweeps. Structurally, the stanchions couldn’t have
stood that with the orbiter on top. So we did that testing—part of the testing a little bit
different than the normal protocol in an aircraft program.

Q: Was that a cost factor?

A: No. I think it was just the ability to productively do that within the facilities that we
had at hand. But as far as the handling, that question you asked: To me it handled, even
at the first flight, it was very clear it handled better in a piloting sense, a piloting rating
sense, than we had seen in any simulation—either our mission simulators or the Shuttle
training aircraft. The term I use is: it was tighter. Crisper, in terms of control inputs

and selecting a new attitude in any axis, and being able to hold that attitude, it was

just a better-handling vehicle than we had seen in the simulations, although they were
close.

The landing also was a pleasant surprise from the standpoint of ground effect.
Ground effect is a phenomenon you run into... when you get within one wingspan
height of the ground, you start running into air-cushioning effects, which can, de-
pending on the vehicle’s shape or configuration, it can be very different. In fact our
variations we had to consider in the orbiter, looking at the worst-case aerodynamic
variations: on one side we called it the “vacuum sweep,” where if you got down low it
would actually tend to suck you into the ground. And if you were at too high a sink rate
when that happened, you’d end up with a hard landing.

The other extreme was one that would “balloon” you. You’d come down and get this
cushioning, and it would actually balloon you back up into the air, which of course was
a different kind of problem. Now you were sitting back up in the air with speed bleed-
ing off, no engine to compensate, and you’re likely to run out of airspeed from a stall
standpoint or sink rate standpoint before you could effect a second attempt at a landing.

It turned out the Shuttle, in my view, was a perfect vehicle. ...If you get set up with
the right sink rate, coasting along, you can literally almost go hands-off, and it’ll settle
on and land itself very nicely. In fact the landing gear people were somewhat chagrined
through most of that test program because we were not landing hard enough to get them
good data for the instrumentation they had on the landing gear struts. Although T solved
their problem on the fifth flight (the fifth landing flight) where I landed on the runway
and bounced the vehicle, and my second landing was about 5 or 6 foot a second. So that
gave them the data, and they were very happy with that—although I wasn’t.

Q: Would you say it performed more like a heavy bomber-type aircraft or more like a
high-performance fighter in its reaction to the controls?
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A: Well, to me the handling characteristics were—they were certainly not as crisp as a
fighter. Just [because of] the inertias involved in the size of the vehicle. They’re frankly
better than a lot of transports, though the only bomber I've flown was a B-57. But they
were better than the (call it)—the “average” 707-type of transport or certainly earlier
versions I’ve flown like a DC-3. So it’s kind of in between in that respect. It had very
large control surfaces, mainly driven by the requirements for control uphill at high
Mach—higher Mach. And in fact, if you sized the surfaces only to do the landing part
of the mission, the elevons would’ve been much smaller. But—so they were very effec-
tive in that speed regime because of their sizing.

Q: Its one negative feature might be that when the nose gear comes down and you
touch down, the wings are at what’s called a negative angle of attack. Tip downward.
presume that’s because they couldn’t make the nose gear longer for weight or whatever
reason. Is that correct?

A: Tt was—it actually was for weight. And it’s kind of funny the first time you de-rotate
or try to put the nose down. For a little bit you almost think you don’t have a nose gear
because it goes down so far. It does present a problem more today—in today’s flight
operation where the vehicle’s heavier with actually [having to follow] a ritual on de-
rotating to get the nose gear on. I’ve never been on an airplane that you actually had to
worry about a sequence to do that effectively.

Because if you do de-rotate too fast, too early while you’re still at high speed, the ef-
fect of the negative lift—putting pressure down on the tires—can conceivably blow the
tires. So you have to go to a point in pitch to hold and wait till you get below a certain
speed to then continue the de-rotation to effectively get the nose gear on the ground.
And at the same time, you can’t hold it off too long, while it’s still too high, or else
yow'll lose the ability to arrest the fall [through]. And if it—if you kept it up too long,
it would fall through and damage the nose gear from the standpoint of hitting down
too hard. So you’ve kind of got to work in between [with] a scheme of getting the nose
gear on the runway.

Q: Of course, you didn’t have a feature that has since been added to the orbiter; that
being a drag parachute.

A: That’s correct. Yeah, we had it—we had that on the original vehicle’s original design
in proposals received. And that fell out early when we got into what we considered
were serious weight problems, and we went through (I recall) at least several weight
scrubs. And the drag chute was one of the things that got thrown out early in the devel-
opment program.

Q: Before Skylab reentered Earth’s atmosphere prematurely, you were scheduled to
command a Shuttle mission (as I recall) that would have rescued Skylab. Now, what
happened with all of that?

A: Yes. I was scheduled at that point to fly the third orbital flight. (I was going to com-
mand it.) Jack Lousma was my crewmate at the time and, quite appropriately, J ack
[was] there because he had flown a Skylab mission. And what happened obviously was
the—there was a miscalculation, I guess, on the solar effect on our atmosphere, which
was raised, causing more drag. So... the Skylab... [predicted time] for reentering was
moving to the left in schedule, and our flight schedule (including the first flight) was
going to the right. So at a point.. ., they crossed and that mission went away. And from
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there it became really a rescue team established [in] a control center to effectively try
to handle the demise of Skylab in as safe a way as possible. To put it in[to] unoccupied
ocean.

Jack and I were together, I don’t know how many months in that training cycle. And
really when that mission went away, which I was very enamored with, and just seeing,
you know, the younger team that had come in of younger astronauts in 1978 that joined
the force, considering where I was in age and life, having that experience in the Orbiter
Office and an interest in getting into aerospace management, an opportunity came along
to join Grumman [Grumman Aerospace Corporation] that I just felt it was the right
time to start my next career. And so I left the program in >79 for that purpose.

Q: Well you continued to have a close association with NASA and the space program
then with Grumman and the International Space Station, although it was called Space
Station Freedom at that time.

At Yes. I had several contracts I worked with NASA on (as a contractor from Grum-
man) initially with the Shuttle Processing Contract. I... headed the team, part of the
Lockheed initial team, to handle the ground turnaround of shuttles back in 83, [when]
we started on that contract. I then moved in...about ’87... I moved to Reston, Vir-
ginia... to head the integration contract that Grumman had won on the Space Station
Freedom at that time with the NASA contingent that was stationed at Reston.

The only—the other major program that I was involved with is under the service
company I headed for Grumman, later Northrop-Grumman. We had a contract here at
Johnson Space Center for the institutional computing systems, personal computers pur-
chased with a COT software [and] for a while the mainframes, although most of them
departed to Marshall at a point. Most of the networking around the Center. And the tele-
phone system. So that contract umbrella’d the institutional site computing services.

Q: Would you like to see the country set a next role of going on to Mars, or perhaps go-
ing back to the Moon first?

A: Well that, I certainly would like to see a continuation of the things that will provide
us the capability to move outward in technologies, if nothing else in the interim, which
also is at a fairly low ebb today.

You know, somewhat philosophically over the years, I've come to think of the space
program as really the means that (very, very long term; it may be thousands of years,
maybe a million years), it is the mechanism to establish the human race elsewhere. We
think we live on a big object called the Earth, but it’s really a very small object. It’s a
single spacecraft. There is no—we don’t have a backup for Earth that we all live on.

I couple that with a thought... you know—we uniquely were given the capability of
all the creatures I know, the Creator uniquely gave us the capability to do this. And it
just seemed almost divinely ordained that we should use this capability to ultimately
preserve the race. That’s one of the things the Creator gave us [the talent]—for that
consideration. And it’s up to us to use—to somehow focus and to use our talents in that
vein, rather than a lot of talent and resources we use in other veins that consume a lot of
resources.

Q: Well I think on that philosophical note, we’ll end it. And I thank you very much for
coming by.

A: Thank you.
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development. The main engines and the heat shield tiles were constant sources of
problems. And unlike on earlier first flights with research aircraft, there would be no
incremental envelope expansion or speed build-up with the shuttle. The first launch
would go directly into orbit and there would be no unmanned shuttle launches before
committing to a manned flight. Indeed, the shuttle marked the first time, in both the
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Columbia on final
approach to a
lakebed landing,
April 14, 1981.
(EC81-15103)

U.S. and Soviet space programs, that a
new manned spacecraft would be flown
with no unmanned test launches.

Some four years would pass between
the initial taxi tests of the shuttle/747
and the first orbital flight. It was not until
April 12, 1981-ironically, the 20th an-
niversary of Gagarin’s spaceflight—that
Columbia roared off its launch pad and
into orbit.

Two days later, a crowd numbering
320,000 gathered at Rogers Dry Lake.
Columbia s retrorockets fired over the
Pacific Ocean, and the vehicle began
a long descent toward the lakebed. This was the first Mach 25 re-entry of a winged View of the
spacecraft. The shuttle’s development effort was being put to the ultimate test of a crowd at the
full-envelope re-entry, with no second chance and little margin for error. A great deal of lakebed viewing
tension permeated both engineers and the assembled crowd as the minutes dragged by. site. S r(_)wd§ h

Columbia announced its arrival overhead with a sudden double sonic boom. Sharp- ?eunrz O?rtlrr:gulg atngs
eyed spectators could spot a tiny delta-wing vehicle against the blue desert sky. The regularly turned
rapidly descending shuttle was joined by T-38 chase planes. Just above the lakebed out to welcome the
runway, Columbia’s landing gear extended. A chase plane pilot called out the shuttle’s shuttles home.
altitude to the orbiter crew as the large black-and-white vehicle descended toward the (ED06-0045-3)
lakebed. The main wheels touched the dry clay surface, raising a rooster tail of dust.

The shuttle’s nose lowered, until the nose wheels too were rolling on the hard, packed
surface. Columbia came to a gradual stop out on the vast expanse of Rogers Dry Lake.

It had been in this sky, and on this lakebed, that work with the X-1 series, the D-
558-11, the X-2, the X-15, and the lifting bodies had, over three decades, built the
knowledge base required to bring Columbia s landing to fruition. In that effort, aircraft
had been damaged and destroyed, pilots and crewmen had been lost. Their memories
live on in the minds of those who worked alongside them and in the street names of
Edwards and Dryden. Events in the larger world, as well as social and political change,
had all influenced the future in ways that could not have been anticipated by pilots and
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engineers when the round 1-2-3 concept had first been developed.
The three decades that followed would see both great successes and terrible tragedies.
On this day, however, it was clear that the future had been discovered, beyond the sky.
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