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DAILY /INITIAL FLIGHT TEST REPORT 


1
1. AIRCRAFT TYPE 


12. 
SERIAL NUMBER 


T-46A 84-04_92 
3. CONDITIONS RE1.ATIVE TO TEST I {Jo '--I/Jk1 


{r 
~ . PROJEC TIMIS!ION NO e. FLIGHT NO/DATA POINTS c. DATE 


PFQ/G0690 104/PER TIS 2 JUL 86 
o. F'RONT COCKPIT(LofrSeetJ E. F'UEL LOAD F. JON 


EDMONDSON 1280 2591AO 
c. REAR COCKPIT (RIQhl Soel) H, START UP GR WTICG I, WEATHER 


SHAWLER 8847/18.05 100 SCT/45 
J. TO TIME/SORTIE TIME K, CON Fl GURA TION/LOAOINC L, SURFACE CONDITIONS 


0930/1.4 PER TIS 210/04 
"'· CHASE ACF'T/SERIAL NO N, CI-IA~E CREW o. CHASE TO TIME/SORTIE TIME 


T33/83TB MARTINEZ/ RICHE 
4. PURPOSE OF FLIGHT/TEST POINTS 


Preliminary Flying Qualities at forward CG 
Pressure survey in the nose and mid fuselage 
Over the top aerobatics 


S. RE SUL TSO F TESTS (Continue on rever•o if neoded) 


PRESSURE SURVEY: 
Pressure survey data were collected by flying stabilized (constant altitude and 


airspeed with wings level) at the following conditions: 
a. 15,000 Ft PA - 120, 150, 200 and 250 KIAS in clean configuration 


- 120 KIAS P.A. configuration 
b. 20,000 Ft PA - 108, 135, 180, 225 KIAS in clean configuration 


- 108 KIAS in P.A. configuration 


FLYING QUALITIES: 
Flying qualities tests were all flown at 25,000 Ft P.A. and included: 


a. Speed stability and steady heading side slips at 122 KIAS 
b. Dynamics included pitch & yaw doublets, aileron rolls and wind up turns 


at 122 KIAS. During the bank to bank (60° to 60°) roll, I inadvertently applied 
too much rudder in the direction of roll while trying to coordinate the maneuver. 
Instead, it was very uncoordinated (too much proverse rudder) but a very 
unexpected reaction occurred. About mid way through the roll and well after roll 
rate had reached its peak steady state value, roll rate abruptly increased to 
almost twice its steady state valve. The increase was very apparent to the pilot 
and obvious on the engineering data traces. 


AEROBATICS: 
Several loops were performed at 10,000 Ft P.A. with an entry airspeed of 250 KIAS 
using a target G of 3.5. The maneuver was relatively easy to fly with sufficient 
margins to make it over the top with sufficient airspeed (110 to 120 KIAS) to 
maintain a positive one G environment. On the back side coming down the 4 G 
limit is sufficient to keep from exceeding the Vmax limit of 279 KIAS. Overal 1, 
even with the T-1 limits, over the top aerobatics are safe to fly without 
pressing any limit. However I would not recommend letting a non pilot (such as a 
VIP) attempt the maneuver until the T-1 envelope is enlarged a little more. 


6 RECOMr~NDATIONfi Inves igate t e cause of unexpected roll acceleration. 


SIGNATURE 
DATE 


COMPLETED BY 


AF FTC _:<;;-;. 365 PREVIOUS EDITION 15 OBSOLETE 







DAILY /INITIAL FLIGHT TEST REPORT 
1


1. AIRCRAFT TYPE I 2. 
SERIAL NUMBER 


T-46A 84-0492 I -. s 
3. CONDITIONS RE1-ATIVE TO TEST . u,.. }--{ u f-' 
A PROJECT/MISSION NO B, FLIGHT NO/DATA POINTS c. DATE I 


PFQ/G8525 105/Per TIS 2 Jul 86 
o. F'RDN T COCK Pl T (Lelr s ... ,, E. FUEL LOAD "· JON 


MARTINEZ 1280 2CiQ1AO 
G. RE•R COCKPIT (Rllhl So•r) H. START UP GR WT/CG I. WEATHER 


BUSH 8918/ 17. 16 60 SCT/40 
J. TO TIME/SORTIE TIME K, CON Fl GURATIDN/LD ADIN G L, SURFACE CONDITIONS 


1323/1.7 Per TIS 240/02 
.... CH A.SE AC FT/SERI AL NO N . CHASE CREW o. CHASE TO TIME/SORTIE TIME 


T33/81TB SHAWLER I RH~HE n?111 7 
4. PURPOSE OF FLIGHT/TEST POINTS 


1. Preliminary Flying Qualities - FWD CG 
2. Pressure survey, nose and mid fuselage 
3. Landing evaluations FWD CG 


S. RE SUL TS OF TESTS (Conrlnue on 1eve,ae II needed) 


1. Blocks "A" and "B" maneuvers were performed at FL 275 and 170 KIAS. 
2. Pressure survey data obtained at 15 K' Hp and at 20 K' Hp at speeds of .24M, 


.3M, • 4M' and .SM. 
3, Speed stability data obtained at FL 275 and commencing from trim airspeed of 


170 KIAS> 
4 . Cruise data obtained at FL 280 at .45M and at .5M. 
5. Landings in the forward CG configuration were easily accomplished with only a 
slight increase in AFT stick force required. 
BUSH 
1. During pitch doublets at 27,500 feet, 170 KIAS left and right fuel pressure 
lights and master caution lights illuminated momentarily when pushing the nose 
down. No engine abnormalities were noted. Telemetry data showed left fuel 
pressure dropped from 13 psi to I psi for 1 - second. Right fuel pressure dropped 
from 10 psi to zero psi for 1 second. Right fuel flow was 100 pph and left fuel 
flow was 115 pph. 
2. Takeoffs from initial takeoff rotation and touch and go landings were 
evaluated. Stick forces were noticeably higher than at AFT CG but not heavy. 
Rotation rate to takeoff was rapid but controllable. No tendency to overshoot 
desired takeoff attitude was noted. Aircraft could be trimmed lands off on final 
approach, PA configuration, 110 KIAS. Stick forces to flare were higher than at 
AFT CG but not heavy. Had no trouble holding the aircraft off the runway for a 
complete flare and smooth landing at 90 KIAS. 


6 RECOMM EN CATIONS 


SIGNATURE 
DATE 


COM PL ET ED BY 


AFFTC ;~:"':. 365 PREVIOUS EDITION IS OBSOLETE 







1
1. AIRCRAFT TYPE I 2. 


SERIAL NUMBER 


DAILY /INITIAL FLIGHT TEST REPORT T-116A 811-01192 I ~ 


3, CONDITIONS RELATIVE TO TEST I Vn '-f' Or 


0 
-


• PRO.I EC T/""41.SSION NO B. FLIGHT NO/DATA POINTS c. DATE 


OT&E/G0691 106/Per TIS 3 Jul 86 l 
0 FRONT COCKPIT (Lell Se•r> E. FUEL LOAD F. JON 


CAMPANO 111.10 ?i:;q 1 AO 


G. REA" COCKPIT (Rltlht So•t) H. START UP GR WT/CC I. WEATHER 


SHAWLER 8720/ 17 _i:;q 1hn SC'l'/ll"1 
J. TO TIME/SOR Tl E TIME K. CON Fl GURA TION/LO AOIN G L. SURFACE CONDITIONS 


09n11.6 Per TTS ??n1n8 
.... CHASE AC FT/SERIAL NO N . CHASE CREW o. CHASE TO TIME/SORTIE TIME 


T33/8iTB RTr.Hli!/~:"""' 'N ,,..., IN na1·v1 h 
4, PURPOSE OF FLIGHT/TEST POINTS 


Forward CG handling qualities (OT&E) takeoff/landings, departure, stalls, slow 
flight, over-the-top aerobatics, SSE patterns/landings and cruise performance 
data points. 


S, RE SUL TS OF TESTS (Continue on ,,.voroe II needed) 


1. Ground 0Eerations: excellent taxi handling with either nosewheel steering or 
differential braking. 
2. Takeoff: applied and held constant light stick force at approximately 90-95 
KIAS. Aircraft smoothly rotated at 113-115 kts and pitch attitude was easy to 
control. Some concern, however, over delay between applying stick force and 
actual rotation. This technique seems to improve single ship takeoff/rotation 
but not sure it will work well in formation. 
3. Stalls (Clean & PA): al 1 rolled off to right. Benign stalls with no 
warning. Recovery very easy and A/C is quite responsive. 
lt. Aerobatics: (10-13 M') Loop, Cuban 8 and Cloverleaf performed. Aircraft 
handled and performed well at this lower altitude. Maneuvers did not lose energy 
(max power for loop and C-8 with 95% core for cloverleaf). Current "G" and 
airspeed limits restrict flexibility of maneuvers. Once these are relaxed, 
actually flying of maneuvers will be easier. 
5. S2eed Brake: Speed brakes (Jt3° top and 35° side) deployed at 250 kts and 
PFLF. Slight buffet, no problem for formation or instrument work. Drag very 
effective in slowing down to below 200 kts with power still up. Also, brakes 
seemed to work well in a nose-low dive recovery (2Jt0 kts@ 30° nose low). 
Recovery with idle and speed brakes ended with only a 10 kts gain on airspeed. 
6. Pattern/Landings: SSE pattern flown heavy weight with 20° flags and gear 
only. Lateral control no problem. Required high power on remaining engine (95% 
+ core) to maintain speed and altitude and about 90% core in final (straight-
in). Suspect use of speedbrake would be too much drag for power available under 
today's conditions and T-l's weight. 


Al 1 landings had heavier stick forces than AFT CG landings, but not 
uncomfortable. Noticeable sink rate on all finals when slowing from final turn 
to 110 kts final speed requiring a good addition of power to stop sink. Landings 
were relatively simple. Personally prefer forward CG landings to AFT CG landings 
due to stick forces being slightly heavier with less chance to balloon. 


see continuation sheet 


6. RECOMM EN CATIONS 


SIGNATURE 
OATE 


COM PL ETEO BY 


MICHAEL A. CAMPANO, Maj, USAF 


PREVIOUS EDITION IS OBSOLETE 


-) 
h{_ 







ITEM 5 CONTINUED 


7. Speed Stability - small to moderate changes in airspeed (up to 20 kts) did 
not produce very noticeable stick force changes. Several times, the only real 
clue to airspeed change was via airspeed indicator. This was especially true 
during climbout/departure while targeting 170 kts. 
8. Air Conditioning: overall outstanding! Both in ground and in flight. 







DAILY /INITIAL FLIGHT TEST REPORT 
1


1. Al'f!CA-lll'FT TYPE 2. SERIAL NUMBER 


T-46A , 84-0492 . 
3. CONDITIONS RELATIVE TO TEST ,~ Vc:i... '--\ l H'../~ - I . PROJECT/MISSION NO e. FLIGHT NO/DATA POINTS c. OATE V Uvc PEAC/G0699 109/PER TIS 8 JUL 86 
D FRONT COCKPIT (Le/I Sa.I) E. FUEl. l.OAO F. JON 


MARTINEZ 1280 2591AO 
G REAR COCKPIT (RI.ht Seat) H. START UP GR WT/CG I. WEATHER 


BUSH 9010/19.73 150 SCT/85 
J. TO TIME/SORTIE TIME K. CON Fl GURATION/LOAOIN G l.. SURFACE CONOITIONS 


1355/1.7 PER TIS 2110/08G111 
.... CHASE ACFT/5ERIAL NO N • CHA~E CREW o. CHASE TO TIME/SORTIE TIME 


T33/83TB EDMONDSON/G+9 1355/1.7 
4. PURPOSE OF FLIGHT/TEST POINTS 


1. Preliminary Engine Airframe Compatability Investigation (EAC) 
2. Pressure Survey 


5. RE SUL TS OF TESTS (Continue on rever•e I/ needed) 


1. Preliminary EAC data obtained at 7,500' Hp, 15,000' Hp and FL 250. Tests 
included throttle bursts from idle to maximum power, throttle chops from maximum 
power, and bodie-type accel-decels. 
2. Pressure survey data obtained at 15,000 1 Hp and FL 200. 


6. RECOMM EN OATIONS 


SIGNATURE 
DATE 


COM PL ET ED BY 


PREVIOUS EDITION IS OBSOLETE 







DAILY /INITIAL FLIGHT TEST REPORT 
1


1. AIRCRAFT TYPE 


1


2. SERIAL NUMBER 


T-46A 84-0~9? V ) 3. CON01TIONS RELATIVE TO TEST '""" ~ a '-I (I 1✓ _;, 


.. PAO.JEC T/MIS510N NO e. FLICHT NO/DATA POINTS c. 
OAT9 JUL do ~ PEAC/G0700 110/PER TIS 


O. FRONT COCKPIT(Lo/rSo•I) E. FUEL LOAO F. JON I 


EDMONDSON 1280 2591AO 
G. RE A q COCKPIT (R/Qhl So•t) H. START UP GR WT/CG I. WEATHER 


SHAWLER 8967/20.28 200 SCT/85 
.J, TO TIME/SORTIE TIME K. CON Fl GURATION/L OAOIN G L . SURFACE CONDITIONS 


1124/2.0 PER TIS 240/08G15 
.... CHASE ACFT/SERIAL NO N . CHA•E CREW o. CHASE TO TI .... E/SORTIE TIME 


T33/83TB MARTINEZ/G+9 1124/2.0 
4. PURPOSE OF FLIGHT/TEST POINTS 


Preliminary Engine/Airframe Compatability (PEAC) 
Pressure Survey at Mid Aft Fuselage 


5. RESULTS OF TESTS(Conl/nuo on revor•e II neoded) 


Excellent mission. All the planned test points were accomplished. The engine 
airframe compatability tests included a new test technique not previously flown 
under this TIS. The technique involved a symmetrical wind up turn with a goal of 
reaching 5 to 10 degrees per second of AOA rate. This maneuver was relatively 
easy and quick to accomplish with no problem of overshooting the AOA limit of 
first stall indication. In fact, the accelerated stall characteristics of the 
aircraft includes a large amplitude airframe shudder which is easily recognized 
by the pilot just before stall. The technique was used up to 4.0 G's and at 
AOA's up to 16 degrees and the engines were not affected. As a matter of fact 
the engines appeared to operate absolutely normally during all test points. The 
AOA rates were flown only with the fuel control in normal as were the snap 
accelerations, snap decelerations and bodie cycles. However manual fuel control 
was selected at 35,000 and the engine was operated from idle to max with no 
apparent degradation except at max power. The N-1 (fan) RPM was approximately 5 
percent less than during the normal mode at max power.M'!'his conditio~the N-2 
(core) RPM and temperature (T-4.5) were nearly the same as when at max power in 
the normal mode. Overal 1, the engines behaved exceptionally well during AOA 
accelerations and during throttle transients even at high altitude and low speed. 
The next step will be to do both (transients and AOA accel) at the same time. I 
suspect the engine will have no problem with both at the same time. Manual fuel 
control operation at high altitude looks very good at this point. 


6. RECOMMENDATIONS 


Continue PEAC testing. 


SIGNATURE 
DATE 


COMPLETED BY 


PREVIOUS EDITION IS OBSOLETE 







DAILY /INITIAL FLIGHT TEST REPORT 
1


1. AIRCRAFT TYPE 


T-46A 1


2. SERIAL NUMBER 


84-0492 
3 CONDITIONS REl.ATIVE TO TEST 


A PROJECT/MISSION NO a. FLIGHT NO/DATA POINTS c. DATE 


PEAC/G7056 111 / PER TIS 10 JUL 86 
o. FRONT COCKPIT (Left See/) E. FUEL LOAD F. JON 


MARTINEZ 1280 2591AO 
G REAR COCKPIT (Rl/lhl So•t) H. START UP CR WT/CG I, WEATHER 


RICHE 8973/20.21 CLR/50 
J. TO TIME/SORTIE TIME K. CON Fl CU RATION/ LOADIN C. L. SURFACE CONDITIONS 


0912/1.7 PER TIS 220/05 
.... CHASE AC~T/SERIAL NO N. CHA!\E CREW D. CHASE TO TIME/SORTIE TIME 


T33/83TB EDMONDSON/RICHMOND 0912/ 1. 7 
4. PURPOSE OF FLIGHT/TEST POINTS 


1. Preliminary Engine/Airframe Compatability 
2. T-46A Checkout Flight for Maj Riche 


S. RE SUL TS OF TESTS (Continue on ,ever•e II neoded) 


RICHE: Ground Ops - Nosewheel steering good at slow speed, gets more sensitive at 
faster taxi speeds. Speeds fast enough to make rudders effective may be too fast a 
taxi speed but provides good directional control. 


- idle thrust almost too much at light weight (after landing) 
- initial reaction to control harmony - roll stiffer than pitch. OK in the air. 


Takeoff - NWS used only to approx 40 KTs - rudders effective above. Good 
control. 


- initial aft stick movement required very little force, then noticeably higher 
forces to obtain takeoff attitude 


- forward stick required to prevent overrotation; not considerable amount. 
- good, stable attitude. Gear retraction required minimal compenstation. 


General - Very pitch stable, not very sensitive to pitch trim. 
- Seems to have a low freq roll oscillation of 1-2 deg. More noticeable at 


high Hp. 
Descent - Speed brake required minimal compensation. 
Landing - Configuring requires minimal compensation. 


- Stable final approach, good power response, good aimpoint control. 
- Landing gear "stiff" on touchdown. 
- Moderate stick forces during flare. 
- Touch & Go - Possible tendency to lift off prematurely if nose not lowered. 


MARTINEZ: 
Mission successfully completed. Test technique consisted of symmetrical wind up 
turn with AOA rate of 5-10 degreess per second at which time a "bodie" type 
deflection was introduced. The engines performed flawlessly at all altitudes 
tested (7,500 1 Hp, 15,000' Hp, FL 250, and FL 350). 


6. RECOMMENDATIONS 


COM PL ETEO BY SIGNATURE 
DATE 


PREVIOUS EDITION IS OBSOLETE 







DAILY /IHITIAL FLIGHT TEST REPORT 
1


1. AIRCRAFT-TYPE I 2. 
SERIAL NUMBER 


T-l!6A 811-01192 
3, CONDITIONS RELATIVE TO TEST 


A PAOJEC TIM15SION NO a. FLIGMT NO/DATA POINTS c. CATE 


OT&E/G8526 112/PER TIS 10 JUL 86 
O, F"RON T COCK Pl T (Leif Sur) E, F"UEL LOAD F". JON 


MINK 1140 2591AO 
G. REA'< COCKPIT (Rlfht Soet) H. START UP GR WT/CG I. WEATHER 


SHAWLER 8857/19.65 200 SCT/35 
J. TO TIME/SORTIE TIME K. CON Fl GURATION/LO A.DING L. SURFACE CONDITIONS 


130611.3 PER TIS CALM 
.... CHASE AC FT/SERI AL NO N . CHASE CREW o. CHA.SE TO TIME/SORTIE TIME 


T33/83TB MARTINEZ/G+9 1306/1.3 
4 PURPOSE OF FLIGHT/TEST POINTS 


Operational Test & Evaluation/Climb to 20,000, One G Power on stalls, accelerated 
stalls clean and PA configuration, One G stalls PA configuration, Loop, Cuban 8, 
Cloverleaf, VOR Holding Pattern, HI altitude VOR penetration and final approach, 
Overhead patterns 1500 and 1000 AGL. 


5 RE SUL TS OF TESTS (Continue on rever•e II needed) 


During battery start of the left engine, there was a hard light followed by a 
blow out with no relight in the next 7-8 seconds. The next start attempt took 70 
seconds with a maximum ITT of 630. The right engine took 38 sec with a maximum 
ITT of 710. The climb to 20,000 ft took approximately 14 1/2 minutes from brake 
release. The one G stalls were characterized by definite G breaks and sometimes 
a right roll off. Accelerated stalls, both clean and PA configuration, had mild 
buffet a few knots prior to G breaks. The acrobatics were easy to do, but there 
is very little room for error on these maneuvers with the current airspeed and G 
1 imi ts. During the VOR work, course guidance was erratic and erroneous at all 
times in the southwest quadrant. I had difficulty controlling the touchdowns 
from almost every landing. Landings were characterized by balloons, dropped in 
and bounced touchdowns. Sink rate on final increases noticeably when approaching 
final approach speed of 110 KIAS. 


5. RE COMM EN CATIONS 


I recommend further investigation of VOR course guidance. There were no reports 
of ground station problems from any other aircraft. 


SIGNATURE 
CATE 


COMPLETED BY 


PREVIOUS EDITION IS OBSOLETE 







DAILY /INITIAL FLIGHT TEST REPORT 


3. 


A DROJECTIMISSION NO 


o. FRONT COCKPIT(Le/tSeet) 


Martinez 
G. REAR COCKPIT (Right SeM) 


Riche 
J. TO TIME/SORTIE TIME 


1354/1.7 
M, CHASE ACf"T/SERIAL NO 


T-33/83TB 
4. PURPOSE OF FLIGHT/TEST POINTS 


CONDITIONS RELATIVE TO TEST 


B. FLtCMT NO/DATA POINTS 


111/Per TIS 
E. FUEL LOAO 


1280 
H, START UP GR WT/CG 


8973/20.21 
K. CONFIGURATION/LOAOING 


Per TIS 
N. CHA.SE CREW 


Edmondson/Gamble 


1. Preliminary Engine/Airframe Compatibility 


2. T-46 checkout flight for Maj Riche 


5. RESULTS OF TESTS (Continue on rev~r•e II neoded) 


AIRCRAFT TYPE 


T-46A 
1


2. S~AL NUMBER 
84-492 


C. OATE 


15 J ul=---=8""6 ________ ---i 


F, JON 


2591AO 
I, WEATHER 


80SCT/40 
L. SURFACE CONDITIONS 


230/13 
0, CHASE TO TIME/SORTIE TIME 


1354/1.7 


Mission successfully completed, no engine anomalies noted. 


Riche: Previous roll oscillation reported not noted on this flight. 


6. RECOMMENDATIONS 


COMPLETED BY SIGNATURE DATE 







fill ;;>rtf _ IFTR I J 4-
DAILY /INITIAL FLIGHT TEST REPORT 


1


1. AIRCRAFT TY!ll.c' 


T-46A 1
2. SERIAL NUMBER 


84-0492 
3. CONotTIONS RELATIVE TO TEST 


A DAOJEC T/UISSION NO 8. FLIGHT NOIOATA POINTS C. DATE 


PEAC/G0707 114/PER TIS 16 JUL 86 
o. FRONTCOCKPIT(Le/tSe•r) E. FUEL LOAO F. JON 


EDM::>NDSON 1280 2591AO 
C. REAR COCKPIT (Rtaht Seat) H. START UP GR WT/CC I. WEATHER 


RICHE 8953/20.45 120 SCT/10 
J. TO TIME/SORTIE TIME K. CON Fl CURA TION/ L 0401 NG L. SURFACE CONDITIONS 


0937/1.9 PER TIS 220/16 
.... CHASE ACFT/SERIA~ NO N. CMASE CREW o. CMASE TO TIME/SORTIE TfME 


T33/83TB SHAWLER/GAMBLE 
4. PURPOSE OF FLIGHT/TEST POINTS 


Preliminary Engine Airframe Compatability (EAC) 
Pressure Survey 
Cruise Performance 
Engine Temperature Survey 
Initial Qualification Flight Check for Maj Riche 


5. RE SUL TS OF TESTS (Continue on rever•e II needed) 


The first engine start time is taking longer than in the past. During the last 
two weeks of flying, the first start (either engine) is taking up to one minute 
to start. Today the left engine was started first and it took 55 seconds (ECS 
off). The longest has been 70 seconds. In the past a nominal start time was 30 
to 40 seconds. A new battery was installed 8 Jul with little improvement. 


Today's mission was very successful in that the engines operated flawlessly 
during the integration test. The test included rapid throttle transients and 
reversals (bodies) while simultaneously stalling the aircraft. Test points began 
at 15,000 ft 125, 145. and 170 KIAS and then moved up to 25,000 ft 170 and 195 
KIAS. Each point was picture perfect. A final EAC point was flown at 33,500 ft 
195 KIAS where a full sideslip was flown (8 deg BETA with 16 deg rudder deflection). 
Again the engine operated normally. 


A few level flight cruise points were flown at 28,000 and 31,000 ft PA. to spot 
check our DPS canputer model we are using to predict T-2 ferry range capability. 
'Ihe following cockpit data were recorded: 


VELOCITY TEST POINT FUEL USED FUEL FLOW 
ALTITUDE KIAS DURATION LBS PPH -- -- --
28,000 207(V MAX) 2 min 20 580 


190 4 min 40 520 
175 4 min 30 480 
160 4 min 30 420 


31,000 185(V MAX) 4 min 35 540 
175 4 min 40 480 
165 4 min 30 470 


SEE CONTINUATION SHEET 


6
• Re:fiW~~£~a'e~


5 the longer than nominal engine start times. 


COM PL ETEO BY SIGNATURE OATE 


, 







ITEM 5 continued 


'Ihe indicated fuel flows compare very favorably with the DPS data used to predict 
ferry range for T-2. At the Flight Readiness Review in June, we briefed an 
expected fuel flow of 468 lb/hr at 30,000 ft and 188 KIAS (300 KTAS). 


At 25,000 ft and 170 KIAS, several pitch doublets were made in an attempt to 
check a previous anomaly seen with a fuel pressure drop. Fol lowing the anomaly a 
few weeks ago, the right fuel boost pump was changed. On todays flight, the 
pitch doublets did not elicit a fuel pressure drop. With a large slow doublet, 
both oi 1 pressures dropped enough to il 1 uminate both engine 1 CM oi 1 pressure 
indicator lights on the caution panel, but no fuel pressure drop (caution light) 
illuminated. 


Maj Riche completed his initial qualification flight check and is now fully 
qualified in the T-46A. 







~~ J FTR J I S 
DAILY /INITIAL FLIGHT TEST REPORT 


1
1. AIRCRAFT TYPE,.,. 


T-46A 
3. CONDITIONS RELATIVE TO TEST 


A 0 ROJEC T/t.41SSION NO 9. FLIGHT NOIOATA POINTS C. OATE 


G58529 115 PER TIS 7/16/86 
t--------'------------+---------------+----


O. FRONT COCKF'IT(LellSe•t) E. FUEL LOAD F. JON 


GAMBLE 1150 2591AO 
G. RE AR co C KF'I T (Rllhl Seel) H, START UF' GR WT/CG I. WEATHER 


SHAWLER 8826 I 20.40 CLEAR/HOI' 
J. TO TIME/SORTIE TIME K. CONFIGURATION/LOADING L, SURFACE CONDITIONS 


1341 / 1.6 PER TIS 220/18G26 
M. CH ASE AC FT/ SERI AL NO N. CHASE CREW 


T33/N 84TB RICHE/GAMBACORTA 
4. PURPOSE OF FLIGHT/TEST POINTS 


Operational Test & Evaluation: climb to 20,000. One G power on stalls, 
accelerated stalls clean and in PA configuration. Acrobatics: Loop, Cuban 8, 
Cloverleaf, Aileron roll. Simulated single engine pattern and overhead patterns 
from 1000' and 1500' AGL. 


5. RE SUL TS OF TESTS (Continue on reverae II needed) 
Capt Gamble 
1. First time I've flown over the top acrobatics. Maneuvers were easy to 
accomplish. It was very easy to maintain precise vertical tracking. Because of 
minimal stal 1 warning, secondary stalls are possible if you don't pay close 
attention to back pressure during low speed portions of maneuver. 
The airplane felt very solid at 100-120 KIAS inverted. 
2. Simulated single engine straight in highlighted the 
fact that there is very little excess power available. Level 
flight with gear down and flaps 20 deg requires almost max po~r. 
Yaw with max power on one engine easy to control. 
3. Landings easiest if you fly shallow final with minimum flare. Higher sink 
rates associated with steeper finals made smooth landings more challenging. 
4. Very comfortable temperatures possible in cockpit with OAT 90 deg. 
5. Insufficient right aileron trim authority at higher airspeeds. 
Mr. Shawler 
6. Fuel quantity has a potential problem possibly due to the larger inverted 
fuel tank. Fuel readings are slightly in error below 200 pounds due (maybe) to 
trapped fuel in the inverted tank and sloshing of fuel. The average error is 
approximately +20 pounds. The fuel quantity probes being outside the inverted 
fuel tank does-not record this fuel. In all cases, we have more available fuel 
than indicated. FRC should investigate possible fixes. 
7. The VOR has had problems with azimuth drift. It was evaluated during this 
flight, and it does drift excessively and usually greater going away from the 
station. This may be an antenna problem. The T-33 chase aircraft was solid. 


6. RECO"4M EN OA TIONS 


COMPLETED av SIGNATURE 
DATE 
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DAILY /INITIAL FLIGHT TEST REPORT kl, AIACR,VT TYP! 


-46A 1
2. Sll:AIAI. NUMll!R 


84-0492 
l. CONOiTIONS R!l.ATIVI!: TO TUT 


•• ""OJIC T/'-'ISIION NO ■, "I.IOMT NO/OATA "OINTI c. OATIE 


PFQ/G0716 ll6/PER TIS 22 JUL 86 
0. '"ONT COCK"I T (Le/I S••tJ IE, "Ulll. I.CAO "• JON 


MARTINEZ 1280 2591AO 
C. Rl:A" COCK,.IT (Rlfltl Seel) M, ITAIIIT UI' OR WT/CO I, WIEATMI"' 


MANKE 8899/17.4 50SCT/30 
J. TO TIMI/JO,.TII TIMI K, CON"' OUIIIATION/1.0 AOIN 0 I., IU,.,,ACIE CONOITIONI 


ll24/l.8 PER TIS 050/08 
.... c,- AJI!: AC ,,T/ 91"1 Al. NO N, CMASI CRIW 0, CMAIIE TO TIMl/10,.TII TIMI 


T33/84TB BUSH/PAX 1124/1.8 
•· PURPOSE 01" FLI GMT/T!ST POINTS 


1. Pitch mechanical advantage evaluation (increasd - 10%) 
2. Hydraulic systems tests. 


5. Rl!:SUL TS 01' Tl!:STS (Cont/nu• on rev•r•• II needed) 


1. Wind up turns (up to 4.0 G) were flown at airspeeds of 275, 250, and 225 KIAS 
at 15,000 (Hp). 
2. Speed stability points were flown from trim airspeeds of 250, 200, and 150 
KIAS at 15,000 (Hp). 
3. Elevator trim tab effectiveness data obtained at airspeeds of 110, 125, 150, 
200, 250, and 275 KIAS in clean configuration and at airspeeds of ll0, 130, and 
150 in PA configuration. 
4. Longitudinal dynamic stability data (stick fixed and stick free) obtained at 
15,000' Hp and 250 KIAS. 
5, Pressure survey data points (scannivalue) obtained at speeds of 120, 150, 
200, and 250 KIAS. 
6. Hydraulic system evaluation data obtained at 15,000' Hp and 140 KIAS. 
7. Aircraft could be trimmed in the PA configuration at 110 KIAS, however in the 
clean configuration, the minimum airspeed for trim was 113 KIAS. 
8. Landings with the forward CG configuration were easily accomplished with 
possibly a lighter AFT stick force at flare (really too close to tell). 
Capt Manke 
1. Lightweight takeoff rotation - rotation stick forces seemed slightly lighter 
than previous forward CG flights. Task was relatively simple and no overshoot 
tendencies noted. 
2. Landings - stick forces increase rapidly going into flare as a result of 
running out of elevator trim below 110 KIAS and the forward CG. These heavier 
forces in the touchdown phase of the landing reduces the "feel" required to make 
consistantly smooth landings. 


6. RECOMM EN CATIONS 


SIGNATUAI!: 
OAT[ 


COMPLETEO BY 


l'IU:v10US 11:0ITION IS OIISOLl!:TI!: 







IFrR I 11 - AODEl-lDIJM 


FLIGHT 117 HYDRAULIC SYSTEM ANOMALY 


This engineering addendum to IFI'R 117 provides postfl ight stripchart data 
corresponding with the right hydraulic pump discharge overtemperature, 
hydraulic system checkout, instrumentation changes, and the results of 
attempts to determine the problem. 


The aircraft hydraulic system was serviced to the minimum allowable level to 
perform hydraulic system tests. While performing pressure survey test 
points at 15,000 feet and airspeeds of 120 to 250 KIAS the right pump 
discharge temperature climbed from 150 to 320 degrees Fin 10 minutes and 50 
seconds then descended to 185 degrees F seven minutes later. Strip chart 
data provides the fol lowing flight information: 


PARAMETER 


System supply pressure -
System return pressure -
Heat exchanger outlet temperature -
Left pump discharge flow -
Right pump discharge flow -
Right pump discharge pressure -
Right pump discharge temperature -


0:00 


2850 
100 
50 
1.1-3.2 
0 
3100 
150 


TIME 


10:50 


2850 
100 
40 
0.8-2.7 
0 


320 


17:50 


2850 
100 
50 
1.9-2.9 
0 


185 


UNITS 


psia 
psia 
deg F 
gpm 
gpm 
psia 
deg F 


The right pump discharge pressure instrumentation parameter failed 8.5 
minutes into the temperature rise. 


Postflight tests were conducted to investigate the problem. Tests included 
checks of the instrumentation and engine runs. Thermocouple operation was 
checked and found to be correct. Three engine runs were conducted without 
hydraulic system overtemperature indications. The maximum pump discharge 
temperature during ground runs was 200 degrees F. and occurred with the 
following hydraulic system temperature indications: 


Right Pump Discharge 
Right Pump Return 
Left Pump Discharge 
Left Pump Return 
Reservoir 
Heat Exchanger 


200 deg F 
130 II 


127 II 


118 II 


161 II 


161 II 


Hydraulic system instrumentation changes since the high temperature 
indication include adding an orifice and a thermocouple. A 0.060 inch 
orifice was installed before the pump discharge pressure transducer. This 
orifice is to prevent damage to the pressure transducer by surpressing 
pressure spikes. Also, a thermocouple was installed on the right pump 
discharge lire. This thermocouple installation appears to respond to 
temperature transients better than the original temperature probe location. 







The overtemperature indication of the right hydraulic pump discharge 
occurring on flight 117 could not be duplicated during ground tests. 
However, until this problem is solved, hydraulic pump discharge temperatures 
wil 1 be monitored real time in the ground control room during flight. 







. . 
FLIGHT 118F FUEL SYSTEM ANOMALY CHECKOUT 


This engineering addendum to flight 118 provides the changes to the fuel 
system after flight 99, and the flight 118 test procedures, test 
conditions, and test results, and a recommendation. 


Changes to the system since the last inverted flight test was the 
removal and replacement of the right fuel boost pump. The removed pump 
was sent to ?RC, NY and was tested in the fuel system simulator. The 
replacement pump had successfully completed fuel simulator tests. The 
problem discovered in flight 99F was duplicated. FRC sent the pwnp to 
the vendor (Crane, Hydro-Aire, CA) for a teardown inspection. The 
problem with the pump was a bad o'ring in the base near the bottom seat 
of the inverted flight shuttle valve. The o'ring prevented the valve 
from seating when placed in the inverted position and allowed air to 
enter the pump. Acceptance test procedures at the vendors provided for 
an inverted check with a full inverted flight simulator. This allowed 
the pump to function properly since both inlets were covered by fuel. 
When the simulator was partially filled, exposing one end of the fuel 
pump stand pipe, the loss of pump pressure was repeated. 


Data were obtained for inverted flight times of 10, 20 and 28 seconds. 
The test procedure provided for a 180 degree roll, maintain minus 1 G 
for the specified time, then roll upright. A ten second inverted 
flight was obtained by left rolls to the inverted position hold for 10 
seconds and then a left roll to normal flight. Another 10 second test 
point was conducted using right rolls into and out inverted flight. 
Twenty second inverted flight was obtained by left rolls to the inverted 
position hold for 20 seconds and then a left roll to normal flight. The 
28 second inverted flight was obtained by a right roll to inverted 
flight hold for 28 seconds then a left roll to normal flight. 


Inverted fuel system checkout test points were conducted at 15K' HP and 
200 KIAS. The engine parameters were set at the following conditions 
prior to all inverted flight maneuvers. 


PARAMETER ENGINE UNITS 
Left Right 


N2 44K 41K rµn 
Fuel pump inlet temperature 66 61 degree F 
Fuel flow 400 260 lbs/hr 
Fuel pump inlet pressure 28 27 psia 


The 10 second inverted flight maneuver performed with left rolls 
sustained negative G's for 9.5 seconds. The fuel remaining was 410 
pounds. The engine and fuel system responded to this inverted flight 
maneuver as follows: 


RH eng - the fuel pressure dropped from 27 to 12 psia half a 
second after negative Gs were obtained, then recovered to 27 psia within 
one second. During the roll out, the pressure dropped to 7,5 psia and 
recovered to 27 psia within 2 seconds. All other parameters remained 
unchanged. 







< • 


LH eng - the fuel pressure dropped from 28 to 23 psia half a 
secord after negative Gs were obtained, then recovered to 28 psia within 
half a second. During the roll out, the pressure dropped to 9 psia and 
recovered to 28 psia within 2.5 seconds. All other parameters remained 
unchanged. 


'!he 10 second inverted flight maneuver performed with right rolls 
sustained negative G's for 10.5 seconds. The fuel remaining was 400 
pounds. The rollout of inverted flight was uncharacteristic in that 
positive Gs were obtained then a return to a negative G condition 
occurred prior to stabilizing at normal flight. The engine and fuel 
system responded to this inverted flight maneuver as follows: 


RH eng - the fuel pressure dropped from 27 to 20 psia half a 
second after negative Gs were obtained, then immediately recovered to 27 
psia within one second. During the roll out, the pressure dropped to 8 
psia and remained for 2.5 seconds then recovered to 27 psia 1 second 
later. All other parameters remained unchanged. 


LH eng - the fuel pressure dropped from 28 to 22 psia half a 
second after negative Gs were obtained, then recovered to 28 psia within 
half a second. During the roll out, the pressure dropped to 14 psia and 
recovered to 28 psia within 1 second. After the rollout and half a 
secord after returning to 28 psia, the pressure dropped to 25 psia then 
recovered to 28 psia within 1 second. This post rollout pressure drop 
corresponded with the return to a negative G condition. All other 
parameters remained unchanged. 


'The 20 second inverted flight maneuver performed with left rolls 
sustained negative G's for 20.2 seconds. The fuel remaining was 360 
pounds. The engine and fuel system responded to this inverted flight 
maneuver as follows: 


RH eng - the fuel pressure dropped from 27 to 20 psia half a 
second after negative Gs were obtained, then recovered to 27 psia within 
one second. During the roll out, the pressure dropped to 8.0 psia and 
recovered to 27 psia within 1.5 seconds. All other parameters remained 
unchanged. 


LH eng - the fuel pressure dropped from 28 to 22 psia half a 
secord after negative Gs were obtained, then recovered to 28 psia within 
half a second. During the roll out, the pressure dropped to 9 psia and 
recovered to 28 psia within 1.5 seconds. All other parameters remained 
unchanged. 


'The 28 second inverted flight maneuver performed with a right roll 
in and a left roll out sustained negative G's for 27.2 seconds. The 
fuel remaining was 340 pounds. The engine and fuel system responded to 
this inverted flight maneuver as follows: 







RH eng - the fuel pressure dropped from 27 to 21 psia less 
than half a second after negative Gs were obtained, then recovered to 27 
psia within one half a second. During the roll out, the pressure 
dropped to 6 psia and recovered to 27 psia within 1 second. All other 
parameters remained unchanged. 


LH eng - the fuel pressure dropped from 28 to 22 psia less 
than half a second after negative Gs were obtained, then recovered to 28 
psia within half a second. During the roll out, the pressure dropped to 
9 psia and recovered to 28 psia in less than 1 second. All other 
parameters remained unchanged. 


RECOMMENDATION - The fuel pump vendor should revise there acceptance 
test procedures to include a more thorough test of the inverted flight 
shuttle valve. 







DAILY /INITIAL FLIGHT TEST REPORT 
1


1, AIRCRAFT TYPE I~ SERIAL NUMBER 7 
T-li6A 84-01192 


J. CONOITIONS RE\.ATIVE TO TEST 


• PROJECT/MISSION NO a. l'I..IQHT NO/CATA POINTS C, OATlt 


PFQ/G7057 119/Per TIS 28JUL86 
o. F'RONT COCKPIT(l..e/lSur) E, l'UEI.. I..OAO ... JON 


MARTINEZ 1280 2591AO 
c. REAR COCKPIT (RI.hi SUI) H. START UP CR WT/CQ I, WEATHER 


MOSS 9148/24.6 CLR/65 
J, TO TIME/SORTIE TIME K, CON l'I OURATION/1..0AOIN 0 I.., IURl'ACE CONDITIONS 


1015/1.5 Per TIS 220/02 
.... CM ASE AC F'T/SERI Al.. NO N, CHASE CREW 0, CHASC TO TIME/SORTIE TIME 


T'.l'.l/84TB RTr.HE/GAMBACORTA 1015/1~5 
4, PURPOSE OF FLIGHT/TEST POINTS 


,. Aft CG Flying Qualities Eval 
2. Pressure Survey 
3. Hydraulic Systems Eval 
4. Initial Checkout Flight for Capt Moss 


5. RE SUL TS OF TESTS (Continue on rev•••• II neaded) 


1. Wind up turns (to 4.0G) were performed at F.L.150 and airspeeds of 275, 
250, and 225 KIAS. 
2. Speed stability points were flown at 250 KIAS, 200 KIAS, and 150 KIAS. 
3- Elevator Trim Tab effectiveness points were flown at airspeeds of 110, 125, 
150, 200, 250 and 275 KIAS in the clean figuration and at 11 o, 130, and 150 KIAS 
in the PA configuration 
lj. The hydraulic system evaluation consisted of a series of Max Nzw wind-up 
turn maneuvers while exercising the rudder and speed brakes. The flight was 
terminated at this point due to Ground Observed 5.0 G loading, although the 
maximum indications in the cockpit were 4.3 G (left) and 4.2 G's (Right) which 
were within the allowable 4.4g limit for the gross weight. 
Capt Moss: 
Cockpit Evaluation - The cockpit is generally well laid out. Obvious prior 
thought was given to cockpit layout with the UPT mission in mind. 
I was tickled to see the INS/AHRS switch on the ADI. I wonder what the INS mode 
is used for? 
There were, however, some inadequacies: 


1. No room for storage of maps, charts, approach plates, etc. 
2. The red light in the gear handle was far too dim. The failure of the 


light to go out would most likely never be noticed by a pilot, much less a 
student pilot. 


3- The nosewheel steering was far too sensitive. I taxied at about 15-20 
knots at the fastest and a faster taxi speed would have been dicey at the best. 
Because of this, I was unwilling to use the nosewheel steering for takeoff past 
20 knots. 
SEE CONTINUATION SHEET 


6. RECOMM EN OATIONS 


SIGNATURE DATE 
COMPLETED BY 


PREVIOUS [OITION IS OIISOL!TE 







4. Wheel brakes were too "mushy." This may have been due to recent brake changes 
and hydraulic fluid bleeds. However, after substantial pumping of the brake pedals, the 
angle of ankle deflection required to obtain full brake pressure was excessive. In 
addition, the brakes were not adequate for one pilot to hold the aircraft stationary 
during the line up check. 


5. The VOR/ILS and TACAN take-command buttons did not indicate which seat had 
control of the HSI. This could lead to daily confusion about who has control of the 
display - something for which a procedural solution would be inadequate. 


Ground Operations -


The engine start sequence was easy and straight forward. I thought that placing the 
throttle to idle before motoring the engine was strange but not objectionable. 


At the the beginning of taxi-out, I noticed that the checklist did not require an 
ops check of the brakes, except to check for positive brake pressure prior to pulling the 
chocks. I would think that a brake ops check would be in order. 


Takeoff -


The lineup check was rather easy, with the exception that one pilot could not hold 
the aircraft with the engines at Mil power. 


The initial portion of the takeoff roll did not bring back memories of my first F-15 
takeoff. The nosewheel steering was disengaged around 15-20 knots because I was hesitant 
to use it above that speed. Although there was very little crosswind, I felt that the 
rudders were adequately effective. 


I started moving the stick at 70 KIAS. The stick forces required to do this were 
heavy and surprising. This was immediately followed by an even more surprising nose rise 
to an attitude greater than desired. I quickly pushed the stick forward to avoid over 
rotating. I considered this characteristic to be very objectionable. 


Inflight -


I had only a smal 1 amount of time to analyze the "up and away" characteristics due 
to the need to accomplish the test card. 


I accommplished pitch and rudder doublets and found these axes to be deadbeat. Bank 
to bank rolls exhibited comfortable roll mode time constants and aileron power. Although 
the T-46 wing has anhedral, the aircraft exhibited diheral characteristics during loaded 
maneuvers. 


Pattern and Landing -


During recovery, it was difficult to keep the airspeed down below 276 KIAS. Use of 
the speedbrake was overkill and required multiple fanning. A center-neutral position for 
the speedbrake should be considered as a possible option. 


The overhead pattern was sporty, pitching out at 250 KIAS & slightly before the 
approach end. Slowing the aircraft down was difficult, but it eventually happened. The 
final turn and approach was reminiscent of the T-37. The roundout to flare was nice, 
however, I found a lack of positive feedback in the longitudinal axis of stick in my 
attempt to find the proper pitch attitude for touchdown. The stick forces here were 
exceptionally light with an apparent large natural frequency. The combination of light 
stick forces and slow response, exacerbated by an aft CG induced several pilot induced 
oscillations (PIO) in pitch. I was eventually able to control this and effected a touch 
down. 


Taxi Back & Shutdown - Uneventful, no comments. 







DAILY /INITIAL FLIGHT TEST REPORT 
AIRCRAFT TYPE"' 


T 46A 
~ 2. SERI AL NUMBER 


84-0493 
3. CONDITIONS RELATIVE TO TEST 


A DRO.JECT/MISSION NO B. FLIGHT NO/DATA POINTS C. DATE 


Preliminary Airworthiness 001 29 Jul 86 
D F'RON T COCKPIT (Left Seat) E. F'UEL LOAD F. JON 


SHAWLER 1200 LBS 2591AO 
C REt.R COCKPIT (RIQhl Seat) H. START UP CR WT/cc I. WEATHER 


NONE 8546 LBS/19.89i 50 SCI 
.J, TO TIME/SORTIE TIME K. CON Fl GU RATION/ LOADIN C L. SURFACE CONDITIONS 


1148/1.4 102 LBS BALLAST NA 
M. CH ASE AC F'T/SERI AL NO N. CHASE CREW O. CHASE TO TIME/SORTIE TIME 


T33/83TB EDMONDSON/HINSON 1148/1.4 
4. PURPOSE OF FLIGHT/TEST POINTS 


First flight of T 46A SIN 84-0493 was flown in accordance with the preliminary 
airworthiness plan, but only went to 28,000 ft. 


5. RESULTS OF TESTS (Continue on revor•e if neoded) 


1. All the pre-flight ground tests were completed on 27 Jul 86. The bus tie relay 
had failed causing several electrical problems. This was replaced and checked out OK 
later in the day. 


2. During the alternate gea~ extension the speed brakes closed slowly after the 
system was reset. 


3. The aircraft had a lateral roll off that could not be corrected by trim. 


4. The left attitude indicator precessed 3-4 degrees during normal turns. 


5. The stick raps were completed from 150Kt-200Kt at 10Kt increments with large 
inputs. No problems. 


6. All other events and systems were normal. T2 had the same handling qualities as 
Tl from a qualitative evaluation. 


6. RE COMM EN DA TIONS 


Aircraft ready for Air Force flight. 


COMPLETED BY SIGNATURE DATE 
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DAILY/INITIAL FLIGHT TEST REPORT 1
1. AIRCRAFT TYPE 12. 


T-46A 
SERIAL Nlj1'4BER 


81.1-0493 


3. CONDITIONS RELATIVE TO TEST 
A DROt~C1IMIS510N ~0 e. FLIGH66~/0ATA POINTS c. DATE 


2 AUG 86 Pre 1m1nary Airworthiness 


D. SHA'w'LinOCt<PI T (Leif Seal) E. FUEL ~~o'b LBS 
F. JON 


2591AO 


C. REAR COCKPIT (Rlflhl Seat) H, ST•RT UP CR WT/CC I, WEATHER 
CLINCH 8745 LBS/17.32% 


J, T5 TIME/SORTIE TIME 


1 33Zl1.3 
K, CON Fl G'6R"' TIDS/LO ADLN G 1 2 LB BAL AST 


L, SURFACE CONDITIONS 


.... ffJtafflT'5ERIAL NO N. CHAS~IMdNDSON/HINSON D. CH•SE1~j'ZfiS:'lfTIE TIME 


4. PURPOSE OF FLIGHT/TEST POINTS 


FMDL check out flight after hydraulic inst. failure on Flt 2. 


5. RESULTS OF TESTS (Continue on reverae 1/ neodec/) 


1. The alternate gear extension was checked through two complete cycles and worked 
perfectly. 


2. The pitch attitude on the attitude indicator was hooked up backwards. 


3. The UHF radio had a continual clicking during the early part of the flight. 


4. Airspeed and altitude checks completed with T-33 chase. Good agreement. 


5. All systems operated normally. 


6. RECOMM EN CATIONS 
Aircraft ready for ferry! 


COMPLETED BY SIGNATURE DATE 







DAILY /INITIAL FLIGHT TEST REPORT 
AIRCRAFT TYPE 


T46 
, 2. 


492
1AL NUMBER 


J CONDITIONS RELATIVE TO TEST 


.. PROJEC T/MIS!ION NO 8 . F"LICHT NO/OATA POINTS c. OATE 


BASELINE DRAG/G0735 120/PER TIS 5AUG86 
D •RON T CO CK Pl T (Left Seat) E. •UEL LOAD ,,., JON 


RICHE 1280 2591AO 
G REAR COCKPIT (Rlllhl Seat) H. START UP GR WT/CG I. WEATHER 


GAMBIE 8952/20.46 CIR/30 
J. TO TIME/SORTIE TIME K. CON .t GURA TION/ LOADING L, SURFACE CONDITIONS 


0729/1.9 PER TIS 210/02 
... CHASE AC F-"'T/$ERIAL NO N . CHASE CREW o. CHASE TO TIME/SORTIE TIME 


T33/84TB MARI'INEZ/PHOID 0729/1.9 
4. PURPOSE OF FLIGHT/TEST POINTS 


BASELINE DRAG TEST (SPEED-POWER) 
7,500' HP 150, 130, 110 KIAS, CLEAN 
10,000' HP 150, 130, 110 KIAS, GEAR, NO FLAP, NO SPEEDBRAKE 
10,000' HP 150, 130 KIAS, GEAR, 20 DEGREES FLAP, NO SPEEDBRAKE 


S. RESULTS OF TESTS (Continue on reverae ii neoded) 


All test points successfully completed. 
All test points required 1/3 to 1/2 of available left rudder trim to maintain 
coordinated flight (bal 1 centered). 
Left fuel flow indicator fluctuated as much as plus or minus 50 pph with no other 
engine effects (INTERMITI'ENTLY). 
Rudder pedal angle when brakes are-fully depressed results and excessive plantar 
flexion. This is uncomfortable aoo reduces the effective angle of pressure on 
the pedals, which could al low a foot to slip off a brake, particulary it if was 
exposed to oil or water. 
Stick forces to affect rotation seem to high in light of observed stick forces 
onoo airborne. Compensation to prevent over-rotation is moderate. 


6. RECOMMENDATIONS 


COM PL ET EO BY SIGNATURE 
DATE 







DAILY /INITIAL FLIGHT TEST REPORT 
AIRCRAFT TYPE 


T-46A 
SERIAL NUMBER 


0492 
3. CONDITIONS RELATIVE TO TEST 


A DROJECTIMIS510N NO 


BASELINE DRAG/G0736 
B. FLIGHT NO/DATA POINTS 


121/PER TIS 
C. DATE 


6AUG86 
D. FRONT COCKPIT(Le/lSeel) E. FUEL LOAD F. JON 


MARTINEZ 1280 2591A0 
G. REAR COCKPIT(Rl/lhlSeel) 


SCHULZ 
H. START UP GR WT/CG 


8977120.14 
I. WEATHER 


200SCT/40 
J. TO TIME/SOR Tl E TIME K. CONFIGURATION/LOADING L. SURFACE CONDITIONS 


0711/1.7 PER TIS 230/05 
M, CHASE ACF"T/.SERIAL NO N. CHASE CREW O. CHASE TO TIME/SORTIE TIME 


T33/84TB RICHE/PHOID 0711/1.7 
•· PURPOSE OF FLIGHT/TEST POINTS 


LANDING GEAR DRAG INVESTIGATION 


S. RE SUL TS OF TESTS (Continue on ,overae 11 neodod) 


1. Speed power point at 10,000' (Hp) and 110 KIAS (Gear down, flaps 20 degrees). 
2. Speed power points at 15,000' Hp and speeds of ll0, 120, and 130 KIAS (P.A. Config) 
8- Split throttle speed power points at 15,000' Hp and 175 KIAS in clean 


configuration. 


In all cases excellent stabilized data obtained. 
Maj Schulz: 
With today's CG and the elevator mod, the takeoff characteristics were better than on my 
orevious T-46 flights. I applied back pressure at approximately 90 KIAS. I held a 
constant back pressure, and after some delay the aircraft rotated at a very controllable 
~ate. I arrested the pitch up easily, and there was ro overshoot. Liftoff occurred at 
approximately 105 KIAS. 


~light characteristics on the simulated single engine straight-in using 110 KIAS on final 
(gear down, 20 degrees flaps, speed brake on short final) were very good. 


The overhead pattern flown at 1000 feet AGL was also easy to fly using 140 KIAS in the 
~inal tum and 120 KIAS on final. The speed brakes provided plenty of drag in the 
overhead pattern. 


6. RECOMM EN CATIONS 


COMPLETED BY SIGNATURE DATE 







~~ 
DAILY IIHITIAL FLIGHT TEST REPORT 


1
1. AIRCRAFT TYPE 


T-46A 
SE~U7:! ~~ 


0492 
CONDITIONS RELATIVE TO TEST 


A 0 ROJECT/t..41SSION NO 8. FLIGHT NO/OAT A POINTS C. DATE 


OI'&E/G0737 122/PER TIS 7AUG86 
D FRONT CD CKPI T (Le/I Seal) E. FUEL LOAD F. JON 


SHAWLER 1280 2591A0 
G. RE4R COCKPIT (R/Qhl S0111) H. ST4RT UP GR WT/CG I. WEATHER 


MINK 8997/19.91 CIR/50 
J, TO TIME/SORTIE TIME K. CONFIGURATION/LOADING L, SURFACE CONDITIONS 


1034/0.8 PER TIS 230/06 
M. CHASE ACFT/SERIAL NO 


T33/84TB 
N. CHASE CREW 


MARTINEZ/CLINCH 
O. CHASE TO TIME/SORTIE TIME 


1034/0.8 
4. PURPOSE OF FLIGHT/TEST POINTS 


IOI'&E FLIGHT 
1. TAKE-OFF AND CLIMB 
2. ACROBATICS-I.OOP AND aJBAN 8 
3. AVICNICS EVALUATION 


S. RE SUL TS OF TESTS (Continuo on reve,ao if neodod) 


1. The take off and climb were normal without difficulty. 
2. The loop was flown starting at 250 KIAS 16,000 ft. The "G'' on set was slow 
to insure staying far away from the "G'' limit (maximum of 3). This caused a 
fairly slow airspeed over the top, but was not a problem. During the Cuban 8 
the same condition existed, but- this time we waited until 120 KIAS to roll the 
180 degrees. This put us further nose low, consequently, during the pull out 
observing the conservative "G" limit, the airspeed went to 290 KIAS. (Flutter 
limit is 279 KIAS.) The ground station cal led out the airspeed passing 270 KIAS 
but not early enough to prevent the airspeed exceedance. 
3. The ILS worked normally. The VOR was erratic and unusable 5-7 miles fran 
the station on an outbound heading. 


MAJ MINK (ATC) made the following observations: 
1. With the increased deflection (60 deg) on the side speedbrakes, the drag in 
the Power Approach configuration was significantly higher. Maximum speed on a 
1000 AGL downwind with gear, speed brakes and 20 degrees flaps with max power 
was 135 KIAS. 
2. The cockpit temperature was comfortable, but seemed a bit warm in the 
traffic pattern with the total temperature probe registering an outside air 
temperature of 103F. 


6. RECOMMENDATIONS 


SIGNATURE DATE 







DAILY /INITIAL FLIGHT TEST REPORT I .. AIRCRAFT TYPE SERIAL NUMBER 


T46 492 
CONDITIONS RELATIVE TO TEST 


A DROJEC T/"'415.SION NO B. FLIGHT NO/CATA POINTS c. DATE 


Lndg Gear Drag/G0706 123/PER TIS 11AUG86 
D f'"RON T COCK Pl T (Loll S01tt) E. f'"UEL LOAD ... JON 


MARTINEZ 1240 2591AO 
G. "IEAR COCKPIT (Rl,ht S0111) 


MANKE 
H. START UP GR WT/CG I. WEATHER 


8938/19.86 lOOSCT/40 
J. TO TIME/SORTIE TIME K. CON f'"I CURA TION/LOADIN G L. SURl'"ACE CONDITIONS 


0722/1.8 PER TIS CA.IM 
M, CHASE ACFT/SERIAL NO 


T33/84TB 
N. CHASE CREW o. CHASE TO TIME/SORTIE TIME 


RICHE/GAMBA(X)RTA 0722/1.8 
4. PURPOSE OF FLIGHT/TEST POINTS 


1. Landing Gear Drag Investigation (Configuration III) 
2. ILS Approach 
3. Overhead Patterns and Landings 


5. RE SUL TS OF TESTS (Continue on rovorao II needed) 


Speed power stabilized points obtained at 10,000' Hp at 110, 130, and 150 
KIAS gear down, am also with both gear and flaps down. 


CPT MANKE, or&E 


1. ILS approarch - aircraft is ·very stable on instrument final approach at 110 
KIAS, speed brake in or out. Adequate elevator trim at Mid CG at 110 KIAS. ILS 
equipment operated flawlessly. 
2. Overhead Patterns and Lan:iings - The 43 degree top/60 degree side speedbrake 
configuration provides excellent drag/power characteristics for normal 
patterns from 1000' to 1500'. 


6. RECOMM EN OATIONS 


COMPLETED BY SIGNATURE 
DATE 







DAILY /INITIAL FLIGHT TEST REPORT 


CONDITIONS RELATIVE TO TEST 


• DROJEC T/t.At5SION NO e. FLIGMT NO/DATA POINTS 


Gear Drall/G7061 124/PER TIS 
O. FRONT COCKPIT (Le/I Se•rJ E. FUEL LOAD 


RICHE 1240 
c. REAR COCKPIT (Rlfht Seal) H. START UP GR WT/CC 


SCHULZ 8872/20. 98 
J. TO TIME/SORTIE TIME K. CON Fl CUR A TION/ LO AOIN C 


0724/1.6 PER TIS 
M. CH ASE AC FT/SERI AL NO N. CHASE CREW 


T~V84TB MARTINEZ/PHOID 
4. PURPOSE OF FLIGHT/TEST POINTS 


Landing gear drag investigation - Al 1 gear doors off 
10,000' PA at 115, 130, 150 KIAS gear down, 


?11 )>fz_ _j f f I /.:J f 
AIRCRAFT TYPE 


T46 


C, DATE 


12AUG86 -..::....::-----------1 
F, JON 


I. WEATHER 


120SCT/40 
L. SURFACE CONOITIONS 


200/01 
O. CHASE TO TIME/SORTIE TIME 


0724/1.6 


10,000' PA at 115, 130, 150 KIAS gear down, flaps 20 degrees. 


S. RE SUL TS OF TESTS (Continue on rever•e if neaded) 


RICHE -
Takeoff - During engine run-up at max power, brake effort was moderate and 
required approximately 3/4 to 7/8 pedal deflection to hold the aircraft in 
position (without "pumping" the brakes). 


- Slight pitch-up tendency during rotation. Pilot compensation 
noticeable since my first flight as takeoffs are smoother. 


All test points completed with valid data. 


Very stable final approach, fully configured. 


ar&E COMMENTS (SCHULZ) 


Simulated Single Engine ILS - Equipment and handling characteristics were 
excel lent. I flew the approaches with the speed brakes retracted until landing (fas 
assured. 


Sirulated Single Engine Landing - I extended the speed brakes as I was beginning 
the flare (43 deg top/60 deg side) and the nose pitched up. Over correction 
resulted in pitch oscillations so I went around. 


Speed brakes·- Provided excellent drag for normal patterns. 


Air Coooitioning - Temperature control was outstanding but the air conditioning 
spit snow, especially out of the duct on the right glare shield. 


6. RECOMM EN CATIONS 


COMPLETED BY SIGNATURE 
DATE 







DAILY /INITIAL FLIGHT TEST REPORT 


3 CONDITIONS RELATIVE TO TEST 


·FtlfR'tEC TI ... ISSION NO e. FLIGHT NB6'6'TA POINTS c. DATE 
12 AUG 86 


ccl.'.'ffl<'.::H COCl<PI T (Left Seal) E. FUEL LOAfioo LBS F, JON 
2591AO 


GE~r:fstnf Pl T (Right Seat) H. ST4RT UPB'6'4;Ti1fs I. WE4THE'tLEAR 


J.15~8TZ'1~'.s1J RR'ifs Tl"' E K. CON Fl GU"ttj';tt's§A~lfl<tAST L, SURF 4C ~JfONCI TIONS 


"'T.:f3'/83t.e FT/SERIAL NO N. CHASE c~AWLER/MARQUES o. CHASE TO TI ... E/SORTIE Tl"'E 


/1.0 hrs 
4, PURPOSE OF FLIGHT/TEST POINTS 


Aircraft ferry from Pittsburgh PA (PIT) to Wright-Patterson AFB OH (FFO). 


5. RESULTS OF TESTS(Conllnue on rever•e ,t nooded) 


Sortie flown at Fl 280, IAS 185, TAS 300 KTS FF 480 pph total. Short leg (183NM), 590 
LBS at shutdown. Birdstrike on short final. Smal 1 bird impacted lower left quadrant of 
wind screen. Speed approx 110 KIAS, 100 ft AGL. No damage noted. Landing was made 
short of arresting cable. Passed over cable at approx 80-90 Kts in three point altitude 
without incident. 


Aircraft lacks adequate trim autho~ity on final. 


6. RECOMM EN CATIONS 


COMPLETED BY SIGNATURE DATE 







DAILY /INITIAL FLIGHT TEST REPORT 
AIRCRAFT TYPE SERIAL NUMBER 


T-46A 84-0493 
CONDITIONS RELATIVE TO TEST 


A ORO.IECTIMtSSION NO e. FLIGHT NO/CATA POINTS c. DATE 


FERRY 008 13 AUG 86 
D. F"RONT COCt<PtT (Le/I Seat) E. FUEL LOAD ... JON 


SHAWLER 1100 LBS 2591AO 
G REAR COCKPIT (Rllhl Soal) H. START UP GR WT/CG I. WEA TH ER 


CLINCH 8645 LBS CLEAR 
J. TO TIME/SORTIE TIME K. CON Fl GU RATION/ LO AOIN G L. SURFACE CONDITIONS 


1534Z/1.3 HRS 102 LBS BALLAST CLR/75 deg F(EST)Winds calm 
M. CH ASE AC F"T/SERI AL NO N. CHASE CREW o. CHASE TO TIME/SORTIE TIME 


T33/83TB EDMONDSON/MARQUES /1.3 hrs 
4. PURPOSE Of' FLIGHT/TEST POINTS 


Aircraft ferry from Blythville AFB Ark (BYH) to Barksdale AFB LA (BAD). 


S. RESULTS Of' TESTS (Continue on revor•e fl neaded} 


Sortie flown at FL 280, 300 KTAS, FF 480 pph total, 185 KIAS, -29 degrees COAT. 323 NM 
Leg. Planned fuel at IAF 390 LBS. Winds at altitude 350/15. Recovery Via enroute 
descent to initial. 450 LBS at shutdown. 


Climb at warmer than standard day (+13): 84 NM, 280 LBS, 23 MW. Winds for climb 
estimated 300/10. 


6. RECOMMENDATIONS 


COMPLETED BY SIGNATURE 
DATE 







DAILY /IHITIAL FLIGHT TEST REPORT I I. AIRCRAFT TYPE SERIAL NUMBER 


T-46A 84-0493 


3. CONDITIONS RE'l.ATIVE TO TEST 


A. S::,ROJECT/""'ISSION NO 
FERRY 


B. Fl.lGHT N0/04TA POINTS 


009 13 AUG 86 


c'i'.:rNcit T COCK Pl T (Left Seel) E. FUEL LOAD 


1100 LBS 
F. JON 


2591A0 


G . .,E .. ., COCKPIT (Rlllht So•t) 
SHAWLER 


J. TO TIME/5ORTIE TIME 


1 . 4 HRS 
K. CONFIGURATIONl,._OA!;)J'iG 


102 LB;::; BALLAST 
L. SURF .. CE CONDITIONS 


N. CHASE ~ONDSON/MARQUES O. CH .. SE TO TIME/SORTIE Tl"'E 


/1.4 hrs 
4. PURPOSE OF" FLIGHT/TEST POINTS 


Aircraft ferry from Barksdale AFB LA (BAD) to Randolph AFB TX (RND). 


S. RE SUL TSO F TESTS (Continue on revoru i/ neodod) 


FL 280, IAS 185, TAS 300 KTAS, winds 350/15, -29 degrees C. 
Mission flown as planned, but terminated with an enroute descent to initial. During 
the descent the chase aircraft reported small streams of hydraulic fluid coming from 
the area of the panel covering the accumulator and around the left main gear door. 
However, all cockpit indications were ste?dy and all hydraulic systems operated 
normally for landing. Prior to shutdown of both engines a visual check of both 
locations showed nothing abnormal. The right engine was shut down first and the 
nydraulic pressure stayed at 3100-3200 PSI. 


~uring taxi-in both engines surged. The fuel controls were switched to manual and 
the surges stopped. 


6. RECOMM EN OATIONS 


a. Continue to investigate the hydraulic system for leaks. 
P. Examine the cause for the above normal hydraulic pressure from the left pump. 


Change the ECU software to eliminate engine surges during low speed operations. 


COM PL ETEO BY SIGNATURE DATE 







DAILY /INITIAL FLIGHT TEST REPORT 
AIRCRAFT TYPE SERIAL NUMBER 


T-46A 84-0491 
3. CONOITIONS RE'LATIVE TO TEST 


A OROJEC Tl MISSION NO e. FLIGHT NO/DATA POINTS c. CATE 


FERRY 007 1 3 AUG 86 
D FRONT COCK Pl T (Left Seet) E. FUEL LOAD F. JON 


SHAWLER 1100 LBS 2591AO 
G. REAR COCKPIT (Rl/jht Seat) H, START UP GR WT/CG I. WEATHER 


CLINCH 8645 LBS CLEAR 
J TO TIME/SORTIE TIME K. CON Fl GU RATION/LOADING L. SURFACE CONDITIONS 


12032/ 1. 7 HRS 102 LBS BALLAST CLR/60 degrees F 
M. CH ASE AC FT/SERI AL NO N. CHASE CREW o. CHASE TO TIME/SORTIE TIME 


EDMONDSON/MARQUES / 1. 7 hrs 
4. PURPOSE OF FLIGHT/TEST POINTS 


Aircraft ferry from Wright-Patterson AFB OH (FFO) to Blythville AFB ARK (BYH). 


5. RE SUL TS OF' TESTS (Continue on reverae ,t neoded) 


Mission again flown at FL 280, 300 KTAS. 
Form 70 for this sortie was as follows: 
Climb winds: 300/10KTS, Cruise Winds 310/20KTS, 
IAS - 185 KTS, TAS - 300 KTS, 


DIST 


START/TAXI/T.0./ 


CLIMB/L.O. 60 


KURTZ 50 


POCKET CITY 100 


DODDS (IAF) 121 


PAL 
LAND 


6. RECOMMENOATIONS 


COMPL ETEO BY 


TIME 


21 


10 


21 


24 


( 10) 


PLANNED 
1200 
110 


1090 
250 
840 
90 


750 
180 
570 
200 
370 
100 
270 


SIGNATURE 


OAT - 30 Degrees C. 


ACTUAL 


910 


820 


650 


370 


DATE 







DAILY/INITIAL FLIGHT TEST REPORT l I. AIRCRAFT TYPE SERIAL NUMBER 


T46 492 
CONDITIONS RELATIVE TO TEST 


• DROJEC i'"41S510N NO B, FLIGHT NO/CATA POINTS C. DATE 


OT&E/G706~ 125/PER TIS 14AUG86 
~- FRONT COCKPIT(Le/tSoer) E. F"UEl. l.OAO F, JON 


GAMBLE 1240 2591A0 
c. REAR COCKPIT (RIQhl Seer) 1-t. START UP GR WT/CG I. WE.A.THEA 


MARTINEZ 8947/19.94 CLR/45 
.;. TO TIME/SORTIE TIME K, CONFIGURATIQN/LOA.DINC \.... SURFACE CONDITIONS 


0924/1.6 PER TIS 210/04 
M, C~•SE AC FT/SERIAL ._.O 


T33/84TB 
N. CHASE CREW 


RICHE/SCHULZ 
O. CHASE TO TIME/SORTIE TIME 


0924/1.6 
•· PURPOSE OF FLIGHT/TEST POINTS 


or&E Plus avionics eval 
Contact area v.0rk: Slow flight, rolls, chandelle, lazy 8 
VOR Eval at 11,500' MSL 
Instrument area work: Steep turns, vertical S, unusual attitude recoveries, 


confidence maneuvers. 
Patterns and landinsz. 


5. RE SUL TS OF TESTS (Conllnue on ,eve,se 1/ needed) 


1. 90% core and 220 KIAS insufficient en try parameters to maintain energy in 
8M' - 13M' block. 


2. VOR was unreliable so no data on VOR evaluation. 
3. Very stable instrument platform for basic instrument work. 
4. Pattern Work: Shallow finals appear to work better than steep. 140 KIAS in 
final turn is too fast. I prefer the 43 deg/60 deg speed brake deflection over 
what I flew today. (Today's SB configuration was 43 deg/35 deg.) 


6. RECOMMENDATIONS 


COMPLETED BY 
SIGNATURE 


DATE 


PREVIOUS EDITION IS OBSOl.ETE 







DAILY /INITIAL FLIGHT TEST REPORT 
AIRCRAFT TYPE SERIAL NUl,!BER 


3. CONDITIONS RE'LATIVE TO TEST 


4, PROJEC T/..,.ISSION NO B. FLICMT NO/OATA POINTS c. O4TE 


n 11 14 Allr. 86 
O. FRONT COCK Pl T (Le/I Sut) E. FUEL. LOAO F. JON 


11 no I RS ?r:;Q 111n 


G, "E•R COCKPIT (Rl,ht Se•I) ... START UP CR WT/CG 1. WEATHER 


Sl.F.US LBS 80 SCT 
J. TO TIME/SORTIE TIME K. CON Fl CUR A Tl ON/ L.O AOIN G L.. SURFACE CONDITIONS 


17?17/1 U I-IR"s 102 LBS BALLAST 
M. C><4SE AC FT/SERIAL. NO N. CHASE CREW o. C><ASE TO TIME/SORTIE TIME 


SHAWLER/FULLER 17212/1.3 HRS 
4. PURPOSE OF FLIGHT/TEST POINTS 


Aircraft ferry from Reese AFB TX (REE) to Albuquerque NM (ABQ). 


S. RE SUL TS OF TESTS (Continue on re••r•e ii needed) 


SID departure flown out of REE. Time to climb to FL 280 was minutes. Cruised 
enroute at 185 KIAS/300TAS with fuel flow between 500-480 pph (OAT 10 degrees or more 
higher than standard.) Navigational equipment (VON/TAC) worked well with no problems 
noted on flight. Enroute descent to visual approach and landing accomplished at ABQ. 
Overall cockpit environment functional and comfortable for cruise flight. 


Aircraft performance disappointing. Range very restricted by excess drag and weight 
of airer aft. 


6. RECOMMENDATIONS 


COMPLETED BY SIGNATURE 
DATE 


a. CCTr FORJrr.A "l.l.C 







DAILY/INITIAL FLIGHT TEST REPORT I I. 
3. CONDITIONS RE.LATIVE TO TEST 


A. OROJEC T/MtSSION NO e. Fl.lCMT NOIOATA POINTS 


n 1? 
O. FRONT COCKPIT(Le/tSo•r) E. FUEL LOAD 


11nn re<! 
C. ,.EAR COCKPIT (Rlttht So•t) H. START UP CR WT/CC 


Af.1\r:; I RC! 


J. TO TIME/SORTIE TIME K. CON Fl CURA TION/LO ADIN C 


10;) LBS BALLAST 
M. CHASE ACF'T/SERIAL NO N. CHASE CREW 


T"1 V81TR F.DMONDSON/FULLER 
4. PURPOSE OF FLIGHT/TEST POINTS 


AIRCRAFT TYPE SERIAL NUMBER 


QJ\..{)UQ1 


c. CATE 


1 r:; Aflr. An 


"'· JON 


?r:;0111n 
1. WEATHER 


CLEAR 
L. SURFACE CONDITIONS 


DRY 
o. CHASE TO TIME/SORTIE TIME 


15182/1 .3 HRS 


Aircraft ferry from Albuquerque NM (ABQ) to Williams AFB AZ (CHD). 


5. RE SUL TS OF TESTS (Conlinuo on ,eve,,e if needed) 


Overall observations/comments simila_r to Flight 1110. Takeoff ground roll at Kirtland 
AFB (ABQ), 5350 ft elevation, was 4200-4500 ft (low 80 degrees F). Climb/cruise 
performance no different for other sorties. ILS approach flown at CHD with no 
problems. Air conditioning performed well on ground and 1nflight. Enroute aircraft 
control (pitch, roll, and airspeed) overall solid. 


6. RECOMMENDATIONS 


See FLT /110. 


COMPLETED BY SIGNATURE DATE 


.1, CC.Tr FORM "1.tC 
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1
1. AIRCRAFT TYPE I 2.7;ERIAL NUMBER 


DAILY /INITIAL FLIGHT TEST REPORT 
T-46A 84-04Q~ 


3. CONDITIONS RELATIVE TO TEST 


,. PROJECT/MISSION NO B. FLIGHT NO/DATA POINTS C, DATE 


FERRY/NA 13 15 AUG ...::c8-=-6----------1 
D FRDNTCOCKPIT(Le/tSeer) E. FUEL LOAD F, JON 


CAMPANO 1100 2591AO 
G. RE-'R COCKPIT (R/Qht Seel) H. START UP GR WTICG I. WEATHER 


SHAWLER 8645 LBS CLEAR 
J. TO TIME/SORTIE TIME K. CONFIGUR-'TIONILOAOING L. SURFACE CONDITIONS 


1300/1.6 HRS 102 LBS BALLAST HOT 
M. CHASE ACFT/SERIAL NO N. CHASE CREW O. CHASE TO TIME/SORTIE TIME 


T33/83TB EDMONDSON/FULLER 13002/1.6 
4. PURPOSE OF FLIGHT/TEST POINTS 


Aircraft ferry from Williams AFB, AZ (CHO) to Edwards AFB, CA (EDW) 


5. RESULTS OF" TESTS (Continue on rever,t!I ii neodec/) 


1. The right eng. went to manual during taxi, but reset OK. During takeoff it went 
to manual again and also reset OK, but only lasted a few seconds this time. The 
takeoff was continued in manual, but the right throttle had to be retarded 
approximately two inches to keep ITT within limits. (Maximum ITT was 790 degrees 
with time above 780 less than 5 sec). Remainder of the flight was flown in manual 
until back in the Edwards area. The engine reset normally and checked out OK. The 
right engine was switched to manual and worked OK at idle, but could be overtemped 
at max throttle. Switched back to auto and continued descent. A short time later 
the right engine went to manual and the RPM decreased below 50j; the throttle was 
immediately moved forward. The landing was made in manual. 


2. The two hydraulic leaks were written up. The nose gear area and the left wheel 
well. 


3. The hydraulic pressure was 3250 psi with the right eng and 3100 with the left. 


~. The UHF guard has an intermittent clicking not associated with the 
instrumentation system. 


5. The flight was uneventful except for the above. 


6. RECOMMENDATIONS 


COM PL ET ED BY SIGNATURE DATE 







r 
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DAILY /INITIAL FLIGHT TEST REPORT , ,. A;7t{AFT TYPE 12
• 4~AL NUMBER 


t-:J-. ------------------C~O_N_O_I_T_IO_N_S_R_El._A_T_I_V_E_T_O_T,1..E_ST ________ _._ ________ ~ 


A. D"OJECT/ ... ISSION NO 8. ,-LIGHT NOIOATA POINTS C. CATE 


FUNCTIONAL CHEX:K (FLUITER) 126/PER TIS 22AUG86 
0. ,-,,_ONT COCK Pl T (L•lt Se•t) E. FUEL LOAO F. JON 


MARTINEZ 1240 2591A0 
C.. REA" COCKPIT (Rlfltt Se•t) H. START UP C.R WT/Cc; 


EDf-,ONDSON 8948/19.9 
J. TO TIME/SORTIE Tl"IE 


1258/1.6 
I(. CONFIC.URATIONILOAOINC. 


PER TIS 
L. SURFACE CONOITIONS 


250/03 
N. CMA.SE CREW 


T33/84TB SHAWLER/PHOID 
4. PURPOSE OF FLIGHT/TEST POINTS 


Functional check of flutter vane excitation system 


5. RESULTS OF TESTS (Continue on ,ever•• if needed) 


Successful flight. 


Test points flown at 11,500' Hp and airspeeds of 190 and 250 KIAS. All 
systems and parameters operational. 


Steve Mathis - The flutter excitation system displayed a much improved 
frequency stability in the manual mode based on real time pilot calls. 
However, two new problems surfaced. The first was the vane which showed 
erratic behavior below 8 HZ. (Since there are modes of interest below 8 HZ, 
this is not acceptable.) The second problem was in the vane shutoff. The 
system would turn itself back on for a couple of cycles in less than 1/2 
second after it was stopped. This destroys any free response condition and 
is unacceptable. 


6. RECOMMENDATIONS 


COMPLETED BY SIGNATURE DATE 







~/ Lt::' 
DAILY /INITIAL FLIGHT TEST REPORT AIRCRAFT TYPE 


T46 
SERIAL NUMBER 


492 /J?.., )v 


J. CONOITIONS RE1.ATIVE TO TEST '/f/Yr-
A, DRO.Jl!:CT/ .. ISSION NO !I. "LIC.l◄ T NO/OATA POINTS C. OATE L/ 


t-_;OT~&=E~/GO:..L....L:7S8~------+--=l:.:::.27!...!/..!.P.=::ER~T~IS:::_ _____ ..!- _ __:2:..:::..:..5AU_G8_6 ______ -1 
O. "RONT COCKPIT(Le/t$eel) E. F'UEL LOAO 


MTNK 1240 
C.. REAR COCKPIT (RI.ht Seet) H. START UP C.R WT/Cc; 


MARI'INEZ 8997/19.9 
.J, TO TIME/SORTIE TIME K. CONFIC.URATION/LOAOINC. 


1000/1.5 PER 
M. CHASE ACF'T/SERIAL NO N. CHASE CREW 


T33/84TB RICHE/GAMBACDRTA 
•· PURPOSE OF FLIGHT/TEST POINTS 


VFR Nagivation (1500' AGL). Straight-in Pattern. 
Overhead Patterns with Steep and Shallow Finals. 
Pressure Survey Point at 250 KIAS 15,000' MSL. 


5. RE SUL TS OF TESTS (Continue on rever•e if needed) 


F. JON 


2591AO 
I. WEATHER 


CIR/35 
L, SURF'ACE CONOI TIONS 


CALM 
O. CHASE TO TIME/SORTIE TIME 


1000/1.5 


Forward visibility was comparable to that of a T-37. Visibility to the side 
was much better. Fuel quantity gauge was not reliable below 200 pounds. 
Fluctuations were observed from 210 to 170, back to 210, and then down to 170 
pounds in a short period of time while maintaining a constant pitch and bank. 
The fuel low level light activated at 170 pounds aoo cycled on aoo off three 
times during the last 90 seconds prior to the full stop landing. Final 
approach angles in excess of 4 degrees cannot be controlled (airspeed cannot 
be kept at 110 KIAS with idle power) with gear, flaps (20 degress), and the 
current speed brake configuration (top 43 degrees and sides 35 degrees). 
Corrections to glide path from above are impossible also for the above 
mentioned reasons without sideslipping the aircraft or accepting a high final 
approach speed. 


The VFR navigation route was planned using data provided by the Digital 
Performance Simulation (DPS) computer program. Altitude variations 
necessitated by changing terrain elevation resulted in planned fuel flows used 
which corresponded to Mach Number cruises between 0.38 and 0.40. Actual 
cruise on the flight was between 0.35 and 0.37 in the planned altitude band. 
Fuel consumed at these lower cruise Mach Numbers was equal (+ or - 5 pounds) 
to the planned amounts at the higher cruise Mach Numbers. 


6. RECOMMENDATIONS 


COMPLETED BY SIGNATURE DATE 







DAILY /INITIAL FLIGHT TEST REPORT I ,. 
). 


•• DROJEC: T/ .. IUION NO 


RTr.lW 
C. REAR C:OC:KPIT (Rlllht S••tJ 


MAhllCTi' 
J. TO TIME/SORTIE TIM£ 


llB/1.7 


CONOITIONS REl.ATIVE TO TEST 


B. ,-LICHT NOIOATA POINTS 


128/PER TIS 
E. FUEL LOAO 


1240 
H. START UP CR WT/C:C 


8916/20.3 
K. C:ONFICURATIONILOAOINC 


PER TIS 


AIRCRAFT TYPE 


T46 


c;. OATE 


26AUG86 
F. JON 


2591AO 
I, WEATHER 


140SCT/30 
L. SURFAC:E C:ONOI TIONS 


CAIM 
""'• CMASE ACJ:T/SERIAl.. NO N. C:HASE C:REW O. C:HASE TO TIME/SORTIE TIME 


T'ii/84TB MARI'INEZ/GAMBACDRrA 1113/1.7 
4. PURPOSE OF FLIGHT/TEST POINTS 


Operational Test and Evaluation - Instrument Capabilities Evaluation 
a. Sinulated instrument takeoff am departure 
b. Ground controlled and localizer approaches 
c. Instrwnent area work 
d. VOR Evaluation 
e. Pressure survey 


5. RE SUL TS OF TESTS (Cont/nu• on reve,.e 1/ neoded) 


a. Simulated Instrument Takeoff - AFM 51-37 procedures can easily be 
performed in T-1. Only a slight overshoot of desired pitch attitude on ADI. 
b. Ground Control led Approaches and Localizer Approach - The aircraft is 
bounced around on final by convective lifting (thermals) which adversely 
affects heading and glidepath control. 
c. Instrument Area Work - Very little,if any, ADI precession noted on 
instrument steep turns. Vertie! Velocity Indicator is very small, making it 
very difficult to make small adjustments(+ or - 100 fpm) on instrument 
finals. 
d. VOR Evaluation - T-l's VOR is mostly unreliable. Occasionally received 
good bearing/course and identification. No trends noted. 
e. Pressure Survey - 15,000 ft clean: 150 KIAS, 200 KIAS 


6. RECOMM EN CATIONS 


COMPLETED BY 


'r:r,..,.. FOR~ "'l,r 


15,000 ft gear only: 130 KIAS, 115 KIAS 
Stable points, good data obtained 


SIGNATURE CATE 







DAILY /IHITIAL FLIGHT TEST REPORT 
1


1. AIRCRAFT TYPE 


T-46A 1


2. SERIAL NUMBER 


84-01193 
3. 


A 0ROJECT/MIS.StON NO 


O. ~RONT COCt<PIT (Le/I Sut) 


RICHE 
G. REAR COCt<PIT (Rlah, Seal) 


EDMONDSON 
J. TO T1""'4E/SORTIE TIME 


M. CHASE .AC FT/SERI Al. NO 


8
4. PURPOSE OF FLICHT/TEST POINTS 
0 percent loads 


CONDITIONS RE.LATIVE TO TEST 


e. FLIGHT NO/CATA POINTS 


E. FUEL LOAO 


H. START UP GR WT/CG 


K. CONFIGURATION/LOADING 


N. CHASE CREW 


C. CATE 


3 Sep 86 
F, JON 


2591AO 
I. WEATHER 


CLR, SLIGHT TAILWIND, 25KT 
L. SURFACE CONDITIONS 


DRY 


O. CHASE TO TIME/SORTIE TIME 


~- RES1,JLT.SOFtTE.STS(C,onllnpeM_rever•4ilneo,ded)l . f' t t urounu aoor uue to ieiv engine tai pipe ire on s ar. Start began normally. A loud 
bang was heard approximately 5 seconds into the start. Approximately 5 seconds later, a 
second bang was heard, and ground crew chief reported a tail pipe fire. The throttle 
was cut off, and the engine motored. Fire did not extinguish immediately. Fuel shut 
off T-handle was eventually pulled, and the fire finally went out (probably not related 
to T-handle being pulled). 
Inital inspection reveals paint blistering and possible minimal buckling in tail-cone 
section. More detailed inspection of engine and starter/generator to be done. 
Interim recommendation: 1) use APU - assisted starts (no battery only starts) 


2) no tailwind during starts 


6. RECOMM EN CATIONS 


COMPLETED BY SICNATURE OATE 







FLIGHT 15 SUMMARY 


1. MISSION OBJECTIVES 


FLUTTER ENVELOPE EXPANSION - SAS ON/OFF, NORM/MAN RUDDER 


2. CREW: T-46 HANSEN/MARTINEZ 
T-33 BUSH/ENGINEER 


3. FLIGHT PROFILE 


A. CLIMB TO 11 , 500 FT AT 150 KIAS 


B. 15,000 FT 206 KIAS 


STICK RAPS 
FREQ. SWEEPS/BURSTS WING AND TAIL - SAS OFF 
FREQ. SWEEPS/BURSTS TAIL - SAS ON 
FREQ. SWEEPS/BURSTS TAIL - MANUAL RUDDER 


c. REPEAT ABOVE AT 228 KIAS 


D. REPEAT ABOVE AT 248 KIAS 


E. REPEAT ABOVE AT 270 KIAS 


F. REPEAT ABOVE AT 279 KIAS 


G. RTB BINGO FUEL 250 LBS 


H. TOUCH & GOES, FUEL PERMITTING, AND FINAL LANDING 







DAILY /1NITIAL FLIGHT TEST REPORT I I. AIRCRAFT TYPE 


T-46A 
SERIAL NUMBER 


84-0493 
). CONOITIONS RELATIVE TO TEST 


A DROJECT/ .... 1S,10N NO e. FLICMT NO/CATA POINTS c. OATE 


80 percent loads/G0777 015F/PER TIS 8 Sep 86 
O. FRONT COCKPtT(Le/tSe•IJ E. FU EL LOAD F. JON 


MARTINEZ 1240 2591A0 
G. REAR COCKPIT (RI.ht Se•I) H. START UP GR WT/CC t. WEATHER 


RICHE 8748/18.0 CLEAR 
J. TO TIME/SO,..TIE TIME K. CON Fl GURA TtON/ LO AOIN G L. SURF•CE CONDITIONS 


1101/1.4 PER TIS 210/06 
"'4. CHASE AC FT/SERIAi.. NO 


T-33/83TB 
N. CHASE CREW o. CHASE TO TIME/SORTIE TIME 


SHAWLER/G+9 1.4/1101 
•· PURPOSE OF" FLIGHT/TEST POINTS 


80 PERCENT LOADS SURVEY 


5. RE SUL TS OF" TESTS (Cont/nu• on tev•r~• 1/ needed) 


MARTINEZ - Loads survey test points were flown at 11,500 Hp, 15,000 Hp and at FL 250. 
Maneuvers included symmetrical pul 1-ups and push-downs, bank to bank rolls, (SAS on and 
off) and sideslips out to max rudder·deflection. Excellent data obtained. 


RICHE - First flight for rre with small elevator trim tab and 55 upper/60 sides speed 
brake. Trim is insufficient to maintain· final approach speed ''hands-off", and requires 
approximately 5 pounds of aft force with full nose up trim to maintain glidepath. Speed 
brake extension/retraction at airspeeds between 130 and 170 KIAS produce a noticeable 
pitch down/up, respectively, and noticeable buffet. Buffet is tolerable, and speed 
brakes are very effective. 


6. RECOMMENDATIONS 


COM PL ETEO BY SIGNATURE 
OATE 


PREVIOUS EDITION IS OB!aOLETt::: 







AIRCRAFT TYPE SERIAL NUMBER 


DAILY /1HITIAL FLIGHT TEST REPORT T-46A 84-0493 
J. CONDITIONS RE\.ATIVE TO TEST 


. ORO.JEC T/MtSSION NO B . FLlC .... T NO/CATA POINTS c. DATE 


LOADS/G0778 016/PER TIS 9 SEP 86 
o. "'RON T COCK Pl T (C.•/1 S••t) E. F"UEL LOAD .... JON 


SHAWLER 1230 2591A0 
c. REAR COCKPIT (R/Qhl S••t) M, START UP CR WT/CC I. WEATHER 


NORDIN 8736/18-16 PERCENT CLEAR 
J. TO TIME/SORTIE TIME K. CON Fl CUR A TION/ LO AOIN C L. SURFACE CONOITIONS 


0939/1. 7 PER TIS GUSTY WINDS 
..... CHA.SE ACF'T/.SERIAL NO N. CHASE CREW o. CH.ASE TO TIME/SORTIE Tl,_.E 


T-33 N83TB RICHE/G+9 0939/1. 7 
4. PURPOSE OF FLIGHT/TEST POINTS 


80 PERCENT LOADS SURVEY 
1. 360 degree rolls at 11,500 ft 157K and 186K. 
2. Abrupt sym pull ups 15,000 ft 147K; 25,000 ft 117K, 186K. 
3. Rudder kicks at 25,000 ft 118K, 160K & 186K. 


S. RESULTS OF TESTS (Continue on rr,ve,.,. ii ner,ded) 


1. External power ground starts were made. Left eng 32 sec and 680 degrees; right eng 
31 sec and 675 degrees. 
2. All data points were completed in a build up manner and good data obtained. 
3. Col Nordin will provide an additional pilot report. 


6. RECOMMENDATIONS 


COMPLETED BY SI CN ATU R!:: 
DATE 


.A. F FTC ,. 0 ""' 36 5 PREVIOUS EDITION IS OBSOLETt: 







FLIGHT REPORT - T-46 


by: Colonel Fred R. Nordin 


1. General: On 9 September 1986, I accompanied Wendy Shawler on flight 
number 16F for aircraft number 493. The flight was primarily an 80% loads 
survey, but there was also ample time available for me to conduct a 
qualitative evaluation of the aircraft. Because of a 200 knot limitation on 
the aircraft (further restricted to 190 knots for the flight), the 
evaluation was limited, however, I had the opportunity to look at several 
areas that are important for the training mission. 


2. Ground Operations: As has been widely acclaimed, the cockpit is roomy 
and comfortable. The low noise level with the canopy closed is a great 
plus. When I adjusted the seat height to a position that I preferred for 
outside reference, I found that the instrument panel hood masked the upper 
half of the fan RPM gauges. I had some difficulty in balancing the 
interphone and UHF radio volume levels. With the UHF set at a level where I 
would not miss radio calls, I found that even max interphone volume was not 
enough to enable me to understand interphone comments when there were UHF 
transmissions. At first, I found nosewheel steering to be overly sensitive 
when performing a high gain task, such as precisely tracking a straight 
line. There seemed to be excessive "snaking", even with no conscious 
steering inputs. Brakes provided better small inputs, but I was concerned 
with excessive brake use. I did note that I adapted to the nosewheel system 
as I gained experience with it. A small addition of power started the 
aircraft rolling and idle power was sufficient for taxi at high gross 
weight. At lighter weights however, idle thrust is excessive and frequent 
brake applications were necessary to prevent excessive taxi speed. 
Visibility for taxiing is excellent. 


3. Takeoff: The brakes held the aircraft during runup with no difficulty. 
Directional control was initially with brakes, then rudder as it became 
effective. Very few corrections were necessary to maintain the centerline. 
I performed the takeoff as briefed by Wendy and encountered no surprises. 
The nose did tend to rise fairly quickly but seemed to be easily 
control lab le. Subsequent touch-and-go landings seemed equally easy. I 
noticed no pitch changes with gear retraction and the airplane settled into 
a 170 knot climb quite nicely. Rate of climb, even at the heavy weight, was 
very adequate. 


4. Airwork: Because of the airspeed limitation, only basic handling 
characteristics were examined. Control harmony was acceptable. Trim speed 
was much too slow and pitch trim authority was inadequate, particularly 
during final approach and landing. Visibility was excellent forward and to 
the side, however the inlet and wing significantly impaired rearward vision. 
The mirrors were useful, however, consideration should be given to add an 
additional mirror overhead. The canopy produced some distracting 
reflections of the instrument panel hood, particularly brightly colored 
objects, like the fire handles. I also often noticed smal 1 dark spot 
reflections that at first looked like airplanes. Engine response throughout 
the flight was excellent. The speed brake produced the objectional pitch 
input and buffet that are currently being addressed. The lightly damped 







lateral-directional characteristics did not seem overly worrisome. The 
sharp g-break at the stall was desirable, but the lack of better warning 
should be addressed. 


5. Landing: The airplane handles very nicely in the pattern. Stick forces 
were reasonably light, however, as mentioned above, the inadequate amount of 
pitch trim authority was objectionable. I flew the first pattern with a 
downward speed of 190 knots. This resulted in a steep, faster-than-desired 
base and initial final approach. Adequate room was available to establish 
the desired 110 knots on short final, and the touchdown was reasonable. The 
first go-around was made by keeping the nosewheel off the ground and 
reconfiguring with power up. The takeoff transition was easy to perform, 
and less pitch up tendency was felt. Subsequent patterns were flown at 150 
knots until turning base and the speedbrakes were deployed sooner, resulting 
in progressive 1 y 1 ess-steep fi na 1 approaches. The go-around s were 
accomplished after lowering the nosewheel to the runway--a very soft 
impact--and at a more leisurely pace. These more closely resembled a normal 
takeoff. 


6. Conclusion: The airplane is an excel lent trainer, 
comfortable, safe environment for both student and instructor. 
and modifications now in progress should make it even better. 


~d~~ 
FRED R. NORDIN, Colonel, USAF 
Commander, 6520 Test Group 


providing a 
Improvements 







..._ ______ o_A_1 L_Y_ll_H_1_r_1_A_L_F_L_1_G_H_r_r_E_s_r_R_E_P_o_R_r ______ l_'_· _A.;;;.1_R--=c--=R~A::...F_T_T_v_P_E __ J_2._--=sE--=R;_1--=A;_L:..:N--=u=-M-a_E_R_---1· ~ r T-46A 84-0493 ~ 
3. CONDITIONS REL"TIVE TO TEST 


A OqO.JECT/..,.IS!lON NO e. FLICMT NO/CATA POINTS 


80 PERCENT LOADS/G0779 017/PER TIS 
o. .-RON T COCK Pl T (Lelr Se•rJ E . .-uELLOAO 


RICHE 1240 
c. REAR COCKPIT (RIQ/11 Se•t) H. START UP CR WT/CC 


MARTINEZ 8748/18.0 
,. TO TIME/SORTIE Tl~E K. CON Fl CU RATION/ LO AOIN G 


0941/1.6 PER TIS 
.... CMA5E ACt:'T/SERIAL NO N. CMASE CREW 


T33/83TB SHAWLER/PHOTO 
4. PURPOSE OF FLICHT/TEST POINTS 


80 PERCENT LOADS: ABRUPT RUDDER KICKS/RELEASES 
SAS OFF 


BANK TO BANK ROLLS 


ABRUPT SYMMETRIC PULL-UPS 
S. RE SUL TS OF TESTS (Continue on reve,,e II needed) 


c. OATE 


10 SEP 86 
... JON 


2591A0 
,. WEATHER 


CLR/40 
L. SURFACE CONOITIONS 


080/01 
o. CHASE TO TIME/SOR Tl E TIME 


0941/1.6 


160 KIAS/25,000 FT 
186 KIAS/25,000 FT 
168 KIAS/8,000 FT, CLEAN & FLAPS 20 
186 KIAS/30,000 FT 
142 KIAS/30,000 FT 
168 KIAS/18,000 FT 


RICHE - Ground operations normal. Engaging nose wheel steering system caused the 
aircraft to turn right with neutral rudder pedal (to be corrected). 


All test points accanplished, and valid data obtained. Maximum power was required to 
maintain the 186 KIAS/30,000 ft test points. The aircraft overshoots approximately 5-7 
times before damping out during the abrupt rudder kicks, SAS off. 


FIRST START: 
LT ENGINE/POWER CART 
BLEED ON/Ex:S OFF 
WIND CALM 
30 SECONDS/685 DEGREES C MAX ITT 


SECOND START: 
RT ENGINE/POWER CART 
BLEED ON/ECS OFF 
30 SECONDS/675 DEGREES C MAX ITT 


6. RECOMMENOA.TIONS 


COMPLETED BY SICNATURE 


AFFTC 365 PREVIOUS EOI TION IS OB50LETt:: 


CATE 







.,. DAILY /lHITIAL FLIGHT TEST REPORT I I. AIRCRAFT TYPE I 2. 
SERIAL NUMBER 


T-46A 84-0493 


). CONOITIONS RELATIVE TO TEST 


. OROJEC T/tr..415.SION NO 8. FL1CHT NOIOATA POINTS c. OATE 


80 PERCENT LOADS/G0781 018/PER TIS 12 SEP 86 


o. FRONT COCK Pl T (Loll Soet) E. FUEL I.DAO F, JON 


MOSS 1240 2591A0 


C. RE A" COCKPIT (Rlfht S~et) .... START UP CR WT/CC I. WEATHER 


MARTINEZ 8727/18.25 200 SCT/35 
J, TO TIME/SORTIE TIME K, CON Fl GURA TION/ LO AOIN C L, SURFACE CONOI TIONS 


0940/1.8 PER TIS 220/08 
.... CHASE AC FT/SERIAL. NO N • CHASE CREW o. CHA.SE TO TIME/SORTIE TIME 


T33/84TB SHAWLER/CAMPANO 0940/1.8 
4, PURPOSE OF FLIGHT/TEST POINTS 


Conduct an 80 percent loads survey and upgrade qualification ride for Capt Moss. Test 
techniqu~s to conduct the load survey were slow syrrmetrical pull ups and push downs, 
abrupt pull ups, and abrupt pull ups with checks. These were accomplished both with 
and without the speed brakes extended (modified, 43 degrees top/35 degrees side). Win 
up turns were flown prior in order to calibrate the new pilot. The test points used 
were at 15,000' Hp and 25,000' Hp, with airspeeds of 118,147,160, and 186 KIAS. 


S. RE SUL TS OF TESTS (Continue on rever•e 1/ needed) 


For engine starts, the left engine was motored for 15 secs prior to activating the 
ignition switch due to previous fuel poodling. The engine start pararreters were: Lef 
- 690 degrees/ N/A sec. Right - 680 degrees/32 sec. Relative winds - calm. 
All test points were satisfactorily accomplished. There were significant delays when 
telemetry was lost due to unidentified jamming source. 
It was determined that doing wind-up turns prior to each new test condition was not 
justifiable; the incremental benefit to overspeed risk ratio was too low for a 200 KIA~ 
airspeed 1 imi t. 


On all the recent 80 percent loads missions, the order of the test points was changed 
by the test pilot during the brief in order to make the flow roore efficient & 
comfortable. The original order of the test points were established on a perceived 
concept of "build- up" approach. I recommend that the concept of ''build-up" approach 
be reevaluated & the test cards should be written in the same order the points will be 
flown in. That is, accomplished all the required events at one altitude and airspeed 
before advancing to any other altitooe or airspeed. 


The criteria for some of the abrupt symmetrical pul 1-ups originally specified trying tc 
obtain a particular longitudinal stick deflection (e.g. 1/4 or 1/2 stick). This 
criteria was changed during the briefing to a particular g loading (e.g. 1.6g, 2.2g). 
By the pilot referencing g, the maneuver is much more repeatable and is much less 
susceptible to overstressing the airplane. 


During the RTB and landing, the longitudinal forces during landing were still felt to 
be too light, leading to acute pitch sensitivity. In my opinion, this high degree of 
pitch sensitivity is unacceptable for the UPT environment. I believe it would take 
substantially increased training time to teach stooent pilots how to cope with it. 
During touch and go's, the nose fell toward the runway when below 100 KIAS and it took 
excessive stick force to raise the nose. However, when the nose did rise, an abrupt 
forward stick motion was required to capture the desired pitch attitooe. 


6. RECOMMENOATIONS 


1. Consider annotating alternate test points not requiring telemetry that can be flowr 
if the TM frequency is jarrared again for significant periods of time. 


2. Do not do wind up turns just for pilot practice when the test condition might put 
the airplane in an undesirable situation. 


·- . '- I • " 
\ 


... _ - ..,. __ -'- 'I 


COM PL ETEO BY SIGNATURE 
OATE 


AF FTC _;~;-;. 365 PREVIOUS EOI TION IS OBSOLETE 







3. Orchestrate the events of the test cards to accanplish all the test points at a 
particular altitude and airspeed before moving to another altitude and airspeed. 


4. Reference the abrupt syrrmetrical pull-ups with target g instead of longitudinal 
stick deflections. 







DAILY /INITIAL FLIGHT TEST REPORT 
AIRCRAFT TYPE 


T-46A 
SERIAL NUMBER 


84-0493 
l. CONDITIONS RE'LATIVE TO TEST 


. DROJECTIMISSION NO B, FLICHT NO/CATA POINTS c. DATE 


/G0790 021F/PER TIS 18 SEP 86 


c. FRONT COCK Pl T (Le/I Seat} E, FUEL LOAO F, JON 


MARTINEZ 1240 2591A0 


C. REAR COCKPIT (R/Qht Se•tJ H, START UP CR WT/CC I, WEATHER 


RICHE 8748/18.0 40SCT 130SCT 250SCT 40 


J. TO TIME/SORTIE TIME K. CON Fl GURA TION/ LO A.DIN C L, SURFACE CONDITIONS 


0919/1.1 PER TIS 280 10G 16 


.... CM ASE AC FT/SERIAL NO N, CHASE CREW o. CHASE TO TIME/SORTIE TIME 


T-33/83TB SHAWLER/G+9 0919/1.1 


•· PURPOSE OF FLIGHT/TEST POINTS 


LONGITUDINAL & LATERAL STICK RAPS: 
25,000 ft: 156, 176, 196, 206, 216*, 226, 236, 245* 


11,500 ft: 196, 216, 226, 246, 255*, 275* 


*Also speed brake cycle. 
S. RE SUL TS OF TESTS (Continue on revorao ;( neodod) 


25,000 ft: No flutter/damping problems noted. 
Inner gear & outer gear door aft portions sagging slightly (approx 3/4") 
above 240 KIAS (same problem as originally in T-1). 


11,500 ft: No problems noted through· 226 KIAS. At 246 KIAS, decrease in damping 
observed on vertical tail. Mission terminated at this point for data 
analysis. 


Power cart start/ECS off/Bleed on 
1. LT - 700 degrees/28 sec 


2. RT - 675 degrees/28 sec 


Wind - RT quartering HW@ 10-15 Kts 


6. RECOMMENDATIONS 


COMPLETED BY 
SIGNATURE 


AFFTC FOAM 
L.t.,,. •• 365 PREVIOUS EDITION IS OBSOLETt 


DATE 







SUPPLEMENT TO IFTR 021F: 


The flight was uneventful until run 9.8 (236 Kts/25,000 ft) when the fin tip 
longitudinal accelerometer indicated two modes interacting causing an obvious 
bea~ phenanenon. The observed dam?ing was high at this condition. 


As airspeed increased the beat phenomenon continued, but beat frequency 
inc::eased. The :: in t 1p accel showed marked signal clarity during the free 
response of the la1:eral stick. raps at 216 i<ts, 11,500 fr MSL. The damping was 
.neasurable at 3. 7 percent. The frequenC'.f was 13.6 Hz. 


At 226 Kts the same mode •,;as prominent and da'llping had decr2ased. Post flight 
inspection showed damping at about 3 percent. At 246 i<IAS damping was about 
the same. An intermediate speed of 250 KIAS ~as chosen 1n real time as a 
conservative airspeed increase to ex?lore this ja~ping trend. Damping at 250 
Kts was not conclusive, although as little as 2.8 percent damping was 
interpreted. As a conservative measure the flight was ter~inated. Brush 
records will be reviewed and data from previous fligh1:s will be compared to 
see if any similar dam?ing trends were evident in prior T-1 flutter tests. 
Based on the results of this analysis and review, an appropriate plan will be 
generated to clear T-2 out to T-1 airspeed/mach lL~its. 







DAILY /INITIAL FLIGHT TEST REPORT I I. AIRCRAFT TYPE 1~ SERIAL NUMBER 


T-46A 84-0493 
3. CONDITIONS RELATIVE TO '!'EST 


. PROJEC Tlt..AISSION NO e. FLIGHT NO/DATA POINT.S c. DATE 


LOADS/G0797 023/PER TIS 22 SEP 86 
FRONT COC"4.r:,I T (Left s~ .. tl E. FUEL LOAD F. JOU 


SHAWLER 1240 259 ::__.;0 
c. REA~ COCKPIT (RIQht Suet) .... START UP CR WTICC I. WEATHER 


EDMONDSON 8732/18.2 PERCENT CLEAR 
-. TO TIME/SORTIE TIME K. CON Fl CURA TION/l. 0 AOIN G L. SURFACE CONDITIONS 


0947/l.8 C::..E.'ul LIGHT 
.... :: .... ASE ACr:"~lsEAIAL "JO "· CHA~£ :REW o. CHASE TO TIME/SORTIE Tl""4E 


T-33/N83TB .'."IARTINEZ,G+9 094711.a 
•. "'URPOSE OF FLIGHT/TEST POINTS 


SJ PE:RCENT LOADS: 
25,000 FT, 230 '.<IAS. 
30,000 FT, 181 '.<BS and 21() KL.\.S. 
Pull ups, f)USh downs, sideslips and bank to banks. 


s. R:E5UL -s OF TESTS (ConUnuo on raver~e 11 neoded) 


1. The cest cards were noc ~om9l :t:ed due 'CO lack of fuel. The ones that ·11er2 
completed prJvided good da::a at che higher speeds and higher • 1 macn s. Stall buffet: 
·,.;as achieved at 3.9 G's at: 225 KL\S at 25,000 ::t. 


2. The nosewheel stee.:ing still goes to t.he right with rudders neutral. Also the 
sceering to the lcf':: has a Lig of 1-2 seconds then 


3. The lef:: engine ITT '~vas 35 degrees 11igh2.!: than 
degrees higher during the =.:.rs-c nalf of the fl1gnc 
rei'11ainder of the f 1 ight:. 


5. RECOMM E'I ::>ATIONS 


Continue 80 


COMPLE-EOBV 


AFFTC FORM 
MAR & ,& 


Percent 


365 


loads. 


SIGNATURE 


PREVIOUS EDITION IS OBSOLETE 


jumps hard left. 


che right a-c che heal th check, 20 
and 10 degrees higher during the 


DATE 







DAILY /INITIAL FLIGHT TEST REPORT I I. AIRCRAFT TYPE 1~ SERIAL NUMBER ., 
T-46A 84-0493 /4 


J. CONOITIONS RE1.ATIVE TO TEST / M11 .._ 
• PROJEC T/M1S510N NO e. FLIC~T NO/DATA ~OINTS c. DATE 


I 10' 80 PERCENT LOADS/G0798 024/PER TIS 23 SEP 86 -J 
O. FRONT COCK Pl T (Left Seet) E. FUEL LOAO F. JON h 1


/ 


1:/ 
MARTINEZ 1240 2591A0 


G. RE"'< COCKPIT (RIQht Seet) H. .START UP GR WT/CC I, WEATHER 


HOFFMAN 8748/18.0 CLR/45 
J. TO TIME/SORTIE TIME K. CON Fl GURATIONILO AOIN C L. SURFACE CONDITIONS 


1726Z/l.7 PER TIS 270/10 
.... CHASE AC F'T/5£RIAL NO N, CHASE CREW o. CHASE TO TIME/.SORTIE TIME 


T33/N83TB SHAWLER/GrlMBACORTA 1726Z/l.7 
4, PURPOSE OF FLIGHT/TEST POINTS 


80 percent loads plus familiarization flight for Col Hoffman. 


5. RESULTS OF TESTS (Continue on ,everoe II needed) 


MARTINEZ: Flight card included 360 degree rolls, bank to bank 60 degree rolls (at 2 
G's) and syrrmetncal pull-up and push down maneuvers at alcitudes of 20,000' Hp, 
15,000' Hp and 11,5000'. Excellent data obtained. 


HOFFMAN: 
Cockpit: Very co.-nfortable; well organized; outstanding a/c, quiet w/canopy 


down; excellent vis. 


Taxi: Solid; smooth; NWS a little too responsive. Taxi w/brakes OK 
(preferred) . 


Flying Qual: Solid ride; very stable in trimned flt. Excel lent control 
response; very crisp, but smooth response to input; no deadband, no slop in controls. 


Tendency to overcontrol power somewhat in formation (a/c coas.:s!). 


Excellent speed stability; almost no trim required. No trim required for 
gear/flaps; slight aft for S/B. 


Overall, great handling a/c! Stable in close form. 


For stalls, more warning required (no buffet) . 


Patterns: Very nice overall. Stable, smooth ride in turbulence. Almost no 
speed stability. Do need trim in flare (ran out ful 1 aft at 110 Kts). Easy to 
control in flare/go-around. Plenty of power in pattern; need to monitor airspeed. 
Easy to land. (Have to remember S/B's on go-around.) Good cross-cockpit vis. 


Wonderfully smooth, solid flying machine. Would make an excellent, canfortable, 
easy to fly trainer. A miser on gas! 


6. RECOMMENDATIONS 


COMPLETED BY SIGNATURE DATE 


AFFTC 365 PREVIOUS EDITION IS OBSOLETE 







DAILY /INITIAL FLIGHT TEST REPORT 
I. AIRCRAFT TYPE 2. SERIAl. NUMBER 


4-
). CONOITIONS RELATIVE TO TEST 


•· C>ROJEC T/MIS.SION NO 8, FLICHT NO/OAT4 POINTS C. OATE 


0. !="RON T COCM.PI T (Left Se•r) E. FUEl. LOAO F', JON 


H. START UP CA WT/CC 


J. TO TIME/SORTIE TIME t<.. CONFICURATION/LOAOING L. SURFACE CONOITIONS 


~. CMASE ACFT/SERIAL NO N. CHA5E CREW 0, CHASE TO TIME/SORTIE TIME 


4, PURPOSE OF Fl.lGHT/TEST POINTS 


OT&E Instrument Flight Evacuation. Points included: !LS, LOC and circling 
approaches, vertica: S maneuvers, unusual attitudes/recoveries, inscr steep turns, 
course intercepts and a LOC evaluation. Approaches flown at both Palmdale and 
F.dwards AFB. 


S. RE SUL TS OF TESTS (Continue on reverae 1( neoded) 


I initiated rotation at 90 KIAS by applying a slight aft stick pressure and steadily 
increased it as the airspeed increased. Aircraft rotated at 105 KIAS. Capture of 
pitch attitude was reasonably easy. Climbout and cruise to Palmdale was uneventful. 
At Palmdale, I flew two !LS (one was SSE) approaches co RWY 25 with the last approach 
being a circle to RWY 22. No problems noted during any of the above maneuvers. 
Overall instrurrent cockpit displays were clearly visible and crosscheck was 
functional. The marker beacon worked as advertised both visually and audibly. All 
area basic instrument maneuvers (steep turns, vertical S, etc.) were flown in 11,000 
to 13,000 altitude ban and easily performed. A/C did, however, require a 
surprisingly high power setting of 95%N2 for/1000 1 FPM climbs and 80-80% N2 for/1000' 
FPM descents. Also, speed stability was such that± 10 Kt changes in airspeed was 
imperceptible and only a glance at the airspeed indicator would tell the pilot he was 
off speed. 7his caused me to concentrate an abnormally large part of my crosscheck 
on the airspeed indicator, esp,:?Cially during instrument approach work. 


During operational evaluation of tne VOR (using Hector 282 degrees radial) the HSI 
bearing pointer and CI would ''hunt" ±. 3-5 degrees during turns and stabilize once 
the aircraft rolled out. This occurred during both turns; toward and away. 


I flew several overhead patterns at both 1500' and 1000 1 AGL. For student training, 
I prefer the latter, as the potential for airspeed/altitude deviations is less and it 
permits the pilot to carry a higher power setting in the final turn. Gusty X-winds 
made landings somewhat sporty today, but the aircraft felt stable. I used the "wing 
low'' tcehnique and it seemed quite adequate for today's conditions. The ·"gooseneck" 
stick made stick postion awkward in the flare as it was fairly far back in my cap. 
Also, lack of adequate pitch trim caused unnecessary high stick forces during the 
landing phase. 


5. RECOMM EN CATIONS 


ontinue operational flights in instrument category. Recanmend the OT&E pilot use 
visual restriction device to better simulate an !FR environrrent. Correct speed 
stability, improve trim capability and explore avionics performance. 
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DAILY /INITIAL FLIGHT TEST REPORT I '· AIRCRAFT TYPE ,~ SERIAL NUMBER 


T-J6.\ 84-0493 
). CONDITIONS RELATIVE TO TEST . PROJEC Tl MISSION NO e. FLIGHT NO/DATA POINTS c . OAT£ 


T-2 FLUTTER/G0807 028F 30 SEP 36 
o. F"RO.., f COCK Pl T (Left Se•t) E. FUEl. l.OAO F. .JON 


EDMONDSOt~ 1240 LBS 2591AO 
C. qEAq COCl<PlT (RIQht Sbel) H. START UP CR WT/CC I. WEATHER 


MARTINEZ 81 51 CLEAR 
.J. TO -p,,11E/50RTIE TIME I( • CON Fl CURATION/LO AOIN G l.. SURFACE CONDITIONS 


0.9/1720 FULL CALM 
.... C~ ASE AC ~T/5ERI AL NO N . CHA!IE CREW o. CHASE TO TIME/SORTIE TIME 


T-~1/81TB SHAWLER/GAMBLE o.q11120 
4. PURPOSE OF FLIGHT/TEST POINTS 


T-2 FLUTTER EXPA1'-l'SION 


5. RE SUL TS OF TESTS (Conunue on tev~r•• ,f neoded) 


This mission was terminated in flight, because real time TM data were not compatible 
with the Flight Test Center ground station. The data transmitted down to the Ridley 
Mission Control Center (RMCC) ground station could not be deciphered, s.nd therefore, 
real time data reduction and monitoring could not be accomplished. After 45 minutes 
of real time trouble shooting, the mission was terminated. This was the first 
mission flown from the RMCC in the T-2 aircraft, but there has been ample opportunity 
to check data format capability before this flight. 


6. RE COMM EN CATIONS 


Investigate and correct TM data compatibility with RMCC. 


COM PL £TEO BY SIGN A TU ]llffi - - -
L ---:z:_ 6j /Yl u ~.))-...r o A...) 1//C-/ -
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DAILY /INITIAL FLIGHT TEST REPORT I 1. AIRCRAFT TYPE I 2. 
SERIAL NUMBER c_ 


T-46A 84-Jll93 
J CONDITIONS RELATIVE TO TEST 


. PAOJEC T/t,.41S.SION NO B. FLIGHT NO/DATA POINTS c. O•TE 


T-2 FLUTTER 02) 2 OCT 36 
J i=-RQN T COCK Pl T {Left Soef) E. F'UEL. LOAO F'. JON 


:::CMONDSON I 2J J :,33 259 I \0 
G R£Aq COCKPIT (Rl4h1 Suaf) H. START UP CR WT/CC ,. WEATHER 


MARTINEZ 8753 LBS 100 SCT LIGHT TURB 
J. TO TIME/SORTIE TIME I(. CON Fl GURA TION/ LO AOIN G L. .SURFACE CONOI TIONS 


1:5JJ/1.CJ !-!rtS ?'U:.:.. 27 0,Si<~S 
•A, CM..\SE AC c:"""'"/SEPIAL NO N. CHA"'iE CREW o. CHASE TO TIME/SORTIE TIME 


T-33A/~ld3T3 SHA ,.JU? I::;, :::cH:- 15~'3/l.J 
.. PURPOSE OF FLIGHT/TEST PQIN-S 


T-2 F'LUT'I'E:R EMVELJ?S ::::.:::: \.IS~Jl~ 


s. RE SUL TS OF TESTS (Continue on rever3tt r/ neoded) 


i::xcellent mission! ?he :-2 flutter enve::.09e ·11as expanded to 280 KCAS and. O.o ~1a.cn 
No. The mission was fl~·,..·~ at 11,500 ft PA ,vi -:h test speeds of 196, 216, 226, 233, 
246, 255, 2b5 ani 275 iC.!.3. Stiel< r3.ps were ':'lade by the pilot at ea.ch test speed by 
hitting the stick with h.:.s nand. Some rudder :eicks were made, but this was vary 
ineffective to excite -:r.e structurs.::. d.ynami~s of tne 3..ircr::i.f ;;. The speed br3..kes were 
extanded at 255 KIAS wit:'! lit'tle effect in exciting structural dynamics. The stick 
.:'3..p is the best technic;_ue. Rea.::. time d.a -;;a. analysis indicate the: tail to have 3. 13.2 
Hz asymmetrical structural mode which is simils.r .:.n characteristic to the 12.5 Hz 
asymmetrical strucGurs.l :node on the tail of t:1e 'I'-1 q,.:.rcr9.: t. Both aircr9.ft :=X~ibit 
similar dampin,g •.vi ~h ve::.ocity for this mode. Damuin::. 


- 0 
was high at low speed, but 


li,ghtiy damped above 2", >.Iv {ts until reaching ')7~ 
- 'J i<ts where damping beg3.n to in.Jrease. 


T-2 is now c le!:!.red. to t::e same fL1tte:- veloci:y envelope 9.S r-1. 


5. RE COMM EN CATIONS 


Change the T-2 partial flight manual to reflect the increased velocity envelope. 
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SUPPLEMENT TO IFTR029: 


STEVE MATHIS COMMENTS: 


Damping was high on brush records untii the 226 KIAS point. Both Nx acceiero
meters at the vertical stabilizer tips displayed a marked Jecrease in damping 
down to 2.2 percent. The mode was iden~ified as a symmetric horizontal 
stabilizer torsion mode at 13.5 Hz. This correlates with the same mode seen on 
T-1 at 72.5 Hz during flight test. The d~mping trend for this mode as a func 
tion of airspeed was well defined during previous flight tests on T-1. This 
enabled further airspeed expansion. Supplemental airspeed points were added in 
real time at 233 and 265 KIAS to provide a conservative build-up. The damping 
for this mode remained low, but constant. There was a slight rise in damping to 
just over 3 percent at the endpoint of 275 KIAS. 







DAILY /INITIAL FLIGHT TEST REPORT I " AIRCRAFT TYPE I 2. SERIAl. NUM;~BER 


T-;i6A 311-,)' , 


l. CONOITIONS RELATIVE TO TEST JJ'f/1 
. t>RO_;ECTIMIS510N NO B. FLIGHT NO/OAT,t. POINTS c. OATE / (./ 


~I.) ?~~CENT ::.OADS/2591AO J~O/PER TTS ~ OC'.:.' 36 
.,, i::RC'I T COCK Pl T (Left Soar) E. FUEL LOAO F, JON 


3HA',/L::;R '2f'.itl ;:>,:;Q7 l'"I 


G, qEAq COCKPIT (RIQht S(1111) ... START UP CR WT/CC ,. WEATHER 


?.:D'.'1C:IDSON :r ~21 rn.;:,, r.T;;, AR 


J .,..C -1viE'SORTIE TIME K . CON Fl GURA TION/ LO AOIN C L. SURFACE CONDITIONS 


092- ' • 0 
r, H '-1 


""· 
C~ASE ACF'T SERIAL NO N. CMA~E CREW o. CHA.SE TO TIME/SORTIE TIME 


:'-., :-1::3 ~rp~ '-11 ~'T'T-,f~7. /r, ... a na?7 1, i:: 


.. <>UAP..JSE 01' FLIGHT/TEST POINTS 


30 ?~KCENT LOADS 
15,CJJ ?T 2.,d K=AS: PULL-UPS AND PUSH-DOWNS 
20,JOO ?'!' 2~::: 


JJ KLAS: 360 DEGREE ROLLS, BANK-TO-BANK ROLLS 
2.:i,000 Fr:::' 24.:J :<IAS: PULL-UPS AND PUSH-DOWNS, SIDESLIPS AND RUDDER RELEASES AND 
RUDDER KICK3. 


s. RE SUL TS OF' TESTS (Conrinuo on reverae ,I neodod) 


Takeoffs with different trim positions: 


RESUL'!'S: 


1 . All i;ha loads points were completed as planned up to 4,0 Gs symmetrically and 
3.2 Gs asymmetrically. 


2. The bank-to-bank high G rolls a.re the most difficult to perform to make 
latara.l inputs without longitudinal inputs. In all cases a higher G spike is 
observed during abrupt roll OU"t, 1'his can be a serious problem. Loads need to be 
looked at to see where the highest loads are recorded. 


3. Four takeoffs were made, 2 with ful 1 aft trim, one neutral, and one ful 1 


forward. In each case the target NWLO was 95 KIAS and takeoff at 105 KIAS. The 
actual ts.~eoffs were close to target using very close to the same technique on each. 
Good data should be available for review. From a qualitative sense, I could not see 
any differeence in force among the three trim positions. 


5. RECOMMENDATIONS 


SIGNATURE 
DATE 


COM PL ETEO BY 


AFFTC 365 PREVIOUS EDITION IS OBSOl.ETE 







DAILY /INITIAL FLIGHT TEST REPORT I I. AIRCRAF'T TYPE I z. SERIAL NUMBER 


':11J6 - -
,....-


, COND1TIONS REL~TIVE TO TEST ,, ////)( . DQO..,F.c•/"-AISSION NO o. FLICHT NOIOAiA POINTS c. CATE 
, (_/ 


ao PERCS~lT LJADS/G~070 J·2 ?~R :'IS ,-:, 
..,~,., 36 ___.-</ 


... FRONT COCK Pl T (Lett Seat) E. FUEL LOAO " JON fj- I /e 
:1AR':'I:lEZ , ? - ") "'t::;·i1 L----


G nEA" COCKPIT (R/Qht Sut) .... START UP CR WT/CC I. WEATHER 


RICHE ,_ .. - '< 1Q l ,r-== .,,,, iQ::: 


•-:, .. IME, SOR Tl E TIME K. CON Fl CURATIO._,/ LO A.QIN C L. SURF.tt.CE CONDITIONS 


0920 (). 'J 
..,-.., .,,-~ ., ! - ·1 


" C•• ASE AC F"'T/SERI AL NO N. CMA'IE CREW o. CH A$': TO TIME/SOR Tl E TIME 


: ~.., ::, ~:'3 '.( ".:::...,-:,r .. ,--·1 ~:.il•,-7~ ........ '"' ' ::; 


.. cuRPOSE OF' F'LIGHT/TEST POINTS 


30 PERCENT LJAJS EVALUATION 


5. R.ESUL TS OF TESTS (Conltnue on rever•e 1/ needed) 


FLIGHT ABANDONED AFTER FBST 15 MINUTES DUE TO FIRE ..tARtTHG LIGHT ILi.U~=~~ AT ION JN 
CHASE AIRCRAFT. 


s. RECOMM EN CATIONS 


COMPLETED BY SIGNATURE CATE 
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DAILY /1NITIAL FLIGHT TEST REPORT I I • .t.lRCRAF"T TYPE 1~ SERl.t.L 'IJ,t/~ 


1'46 
) CONDITIONS RELATIVE TO ,EST ,4 


. PRO.JECT'IM15510N NO a. ~LI CiM T NOIOA TA POINTS c. OATE ~, I e--/ 30 PE:iCEWr LOADS/G8539 033/P::R I'IS 
,. 


OCT 36 0 
r 


F. 
~ FRONT COCK Pl T (Loll Seat) E. FUEL LOAO JON 


:1AR:'INEZ 12110 2591AO 
.; RE"'> COCKF'I T (Rlfht Su•t} .... START UP GR WT/CG I. WEJJ,,.THER 


~TC:--!E 37lld/13.J oOSCT/35 
. . -o TIME/SORTIE TIJ,.4E I( • CON Fl GU RATION/ t_O AOIN C L. SURFACE CONDITIONS 


12 Cl2/1. 5 ?SR ,,-~ --~ 0 ... 0,0: 


"'· CH4SE AC~T/SERIAl.. NO N. CHA!'IE CREW o. CHASE TO TIME/SORTIE TIME 


A37/310 MAUE~, :rrcnz 120'.(/1.5 
.. PURPOSE OF F"LIGHT/TEST POINTS 


30 PERCEtl:' LOADS 


20,000 ft 215 KIAS, 310 degree rolls, bank-to-bank • 1 :-o __ s . 
25,000 ft 201 KIAS, 233 KIAS - sides lips and releases, rudder ~:.cks. 


8,000 ft 224 KIAS - Sides lips and rudder releases and kiCKS, 


s. RE SUL TS OF TESTS (Continue on 1evar11e ii neoded) 


1. All load points completed as planned. 


2. Four takeoffs were accomplished, two with neutral trim, one :\1l 1 


full nose down. No difference in force was exper:..enced with a.ny of 


6 RECOMM EN CATIONS 


COMPLETED BY 


AFFTC FOAM 
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DAILY /lHITIAL FLIGHT TEST REPORT l 1. AIRC~AFT TY"'E 


I 
2. SERIAL Nl'MBER 


.., '1 f' _j' 


J CONDITIONS RELATIVE TO TEST r . OCQJEC- ..,.tSSION NO a . FL1CMT ,.,,olo•-,. POINTS c. OAiE __ l-r / ,e 
: ' :;:~q~7•T-'I - .... '-,.., ..,- .... -. ' - ?r.J -n--:- . .,,...., 


) ;:R,::,N - ,::::, CKPI T Le'1 So•rJ ,;:, FUEL l.OAO ... .ON 


;:-~·--i'·1 "''J~C' "'., . ' ' ... .:: .... \" 


; -=>E,.q C:::>C ,P, ... RIRht Suat .... START JP CR WT/C: 1, WEA ..... 1-tEP 


c·~:. ,~·--=-~ ~ - '" . ~ 11 .... "'C.,rn -" 
, . . ., -IMC SOR Tl E -,~E I(, CON Fl CURA TION/ LO 401N C L. SU AF ACE CONDI T10NS 


,. "'I::: "'I ' : --~ --' , I • 


' 
I .. - ... ASE .a.c::-,sE~IAL ,,o "'· CHA'\E CREW o. CHASE TO TIME/SORTIE T1._..E 


' I~ -.. --
...... "T""f .,,.,; I,.,"" •• ,., • • .., C: J ' ' 


l • 
. . - . -~ ... A::-csE .JF F'LICHT/-c.s- 0 01'-'TS 


~ 1 ?::R ~z:::' ..... - .. ~••-: '"':'V m 3.JOO ~':1 .\~D 265 1CAS. -'- _..,.-.._.:. ............ , -- ··-


s. "ESUL ·s OF TES,S Conunue on ,cvr,rae ,t nooded) 


' , , ~as: ?0::~:3 9.~:.:ilpl:.aned 3.S pls.:-:::ai. We9.:;her ,1as not 3. :s.ctc.:- ::i.nd the at.nosphere "- -
WS.3 ca.i.n. ~ 


po:.:it.3 :.nc:udad.: .- ::_ V 


3.. ~~~ti .... 


V .J --'-J 
__ ,.. -.::) 
~ va. ., - siies:..ips to .:u:.: rudier pedal deflection . 


b. . .\ 0!''.l ~ t ~'Jd:..::~ peda.:.. ~icks up t.J f 1Jll pedal. 
C. :ludie.:- ~ . 


pe·.J.!3.- revers:ils from f'Jllside slip. 
i. ?'J - l -~a 


_,... .'.j c:; ,., -~" . ., ,J::, • 


e. P;.is!'I :vers t.) 0.0 }s. 


Eacn mane J ·, e:- 'l~OVe ·,1as r:..own i!l tne claan :;onfigur9.tion, as wel 1 as, with speei 
br9.kes ex>;e!'ld.el j -\ .:, 115 ie:!;:-ees ). The pul 1 ups and push overs to less than one G were 
done ... . . 


Sr.1000 v:l -"J ~ni abruptly. 'rhree takeoffs were evaluated with the elevator trim 
S .::,- " - L' . 1 ~ r.,:s~ up, nec1-:.:-'.ll ( ta.keo.:.:), and ful 1 nosa down. ~ach takeoff was -- --- ..J .. -


~e ~··o-:n--1 ... - .... i;;::_ ,1:. : .. -:;:1e =,s.ma ~a:-ge~ rota.:;ion speed (95 iCi:AS) and liftoff speed (105 i<IAS). 
~uali ta::. ve :,;::.:1io~ is tr.e.'.'S was no s:.gni:icant dif:,,rence bet•,1een 3.ny of the three 
trim set~:_:1gs ?r. th: f::ir~es. or ab:._:. ty to complete .;he task a.t the planned speeis. 
My conc:'..usic:: :3 tna.-.; elt,vs.t')r t~im position on T-2 (by the way, it is the 11small 1


1 


ttab) has no a.:.:ect :>n rotation force. 


s. RECOMME~OATIONS 


!<'ix the drag problem; performance is wanting. 


COMPLETED BY ~:F£4 Y~»:m 
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DAILY /INITIAL FLIGHT TEST REPORT 
AIRCRAFT TYPE 


T-46A 
SE RI AL'-l('UM BER 


84-0492 
). COMDtTIOMS RE1.ATIVE TO TEST 


.a. PROJECTIMll.5.SION NO B. FLIGMT NO/DATA POINTS C. OATE 


NOSE WHEEL SHIMMY/G0845 130.02G/PER TIS 27 OCT 86 
0. F'RON T COC><PI T (Le/r Se•I) E. F'UEL LOAD F', JON 


MARTINEZ 1240 2SQ1AO 
C. REAR COCKPIT (Rlfhr So•t) H, START UP GR WT/CG I. WEATHER 


RICHE 
J. TO TIME/SORTIE TIME K. CONFICURATION/LOAOINC L. SURFACE CONOI TIONS 


N/A PRODUCTION NOSE GEAR CONFIG 
M, CH ASE AC F'T/SERI AL NO N. CMA5E CREW O. CHASE TO TIME/SORTIE TIME 


N/A NIA N / A 


4. PURPOSE OF FLIGHT/TEST POINTS 


Evaluate production nose wheel shimmy characteristics during taxi tests with and 
without nose wheel steering engaged. 


5. RE SUL TS OF TESTS (Conrinue on rever•e II needed) 


LT WATERS: 


During the nose gear shimmy taxi test a shimmy instability was encountered while 
accelerating from 50 KIAS to 40 KIAS. At the instability, the nose gear vibrations 
went unstable, at approximately 25 Hz, in 2 cycles. The amplitude of the shimmy was 
greater than +/-20 G's in the lateral and longitudinal directions. Turning on the 
nose gear steering had little effect on the oscillations. The 20 KIAS and 30 KIAS 
points, showed very high damping when perturbed with brake and steering pulses. Real 
time strip chart operation was unacceptable, due to the very low chart speeds used 
while the airplane was accelerating between points. 


MR MAR'rINEZ: 


Taxi test points of 20 and 30 KTS were accomplished with well damped responses to the 
~rake and nose-wheel pulse inputs. As the aircraft was accelerating to the next test 
~oint of 40 KTS, a light vibration was experienced at approximately 34 KTS. Turning 
on the nosewheel steering failed to arrest the vibration, as did the application of a 
filinimum amount of nosewheel steering command. The brakes were subsequently applied 
and the aircraft was slowed to approximately 20 KTS with immediate cessation of the 
r,,ibration. 


6. RECOMMENOATIONS 


COMPLETED BY 
SIGNATURE 


CATE 
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DAILY/lHITIAL FLIGHT TEST REPORT 
AIRCRAF- TYP!a: 


:i.1.c 
SERIAL NUMBER 


. . . .. .._...., 
~_-__.._ 'I u..:.L. 


.. . . ..., .... 
- .,1._.\J - --~ 


.:l. :I"'! A.S:: -~ .. MEi5CR - E • 11,,.4E'. 


c. ~ESUL -s :F 7~Si"S (Continue on rev,,r,o d nt!oUed) 


CLi:•ICH: Stick forces mile hi.gh for ro-;;a;;i:rn any time tne nose is :.et dow:1 t'J the 
run;vay - initial T.(). or tor.1ch and go's. Crooked st:..::k g.:-ip ::.s a·,1kwa.:-d and 
pa.:-ticularly noticeable during stalls, and ~.0. rota:ion. 
~r:.~ ra~e anJ tr:.m a~thority wer~ inadequate belo~ 130 ~~Sin P.A. confi~uratio~ 
3k:.~s were ov~roas: ~:.:h relative humidi:y was reported -;;o be 28 percen: at 76 
d~grees 1 and the ECS spit a considerably ~reater a~ount of snow :han I had seen 
previously. 
)u.:-ing t~o pa;;terns I 
prior to the threshold, 


had tne power in id le fro □ the start of tne turn un:i 1 just 
The limited deflection speed brakes do not give enough draG 


to keep the engines spooled up to a comfortable range. 
:'axing back after the sortie ,1ith 380 pounds of fuel rena:.:1:.ng idl~ thrust was nigh 
~nough t"J break away from a dead stop and -;;axi approximately <1 m:..le witnout power 
~dd:.tio~ Breaks were used occassionally to keep speeds :o an estima"ted 15 K~S • 
. 3rlc\ :i:..ER: 
1. Jemo po.:-tion completed for practice for L;; :o: Ciincri. 
!, S:al~s ,1ere acccmp:.::.shed clean & P~ 


;_~a~ j?-5 K:~~ 390 f Fue: 
3edr 9~ ~:fts {70 ~ Fuel 
Gear+ iJ degrees F~aps 90 K=A~ 
Gear~ 20 degrees F~aps + S.B. 91 KIAS 
Gear+ 40 degrees Flaps 85 KIAS 
Gear+ 40 degrees Flaps+ S.B. 85 KIAS 740 # Fuel 


5. Taxi with 75 ff thrust 
A. 8800 LBS required 75 percent core on one engine to start the A/C mov.ing. 
B. This thrust setting is OK for an 8500 LB A/C. 
C. During taxi in with a 7900 LB A/C; the A/C would start rolling from a full stop 


with idle RPM, and continue to accelerate until wheel brakes were applied. Terminal 
velocity would be greater than 20K. 


D. 73# thrust is still too high for a production aircraft. 
4. rhe landing loads instruraentation worked very well. 


r,< g_~r--,1J.1~-A-10t-1S vOn~in~e ·i~vestigation of the rotation issue. 
Increase elevator trim rate and authority - as on T-1. 
Wut in the straight stick grips - as on T-1. 
Reduce snow output of ECS - Going to be area~ irritant in high humidity conditions. 
Reduce idle thrust. 


DATE 


COMPLETED SY 
SICNATIJRE 


AF F TC ~ ';; ~. 36 5 PREVIOUS EDITION IS OBSOLETE 







DAILY .• INITIAL FLIGHT TEST RE?O~T I I. ~IRCRAl'T TYPE 


T46 
CONOITIOHS ;::;;:_~TIVE TO TEST 


11, 0 no .. EC •.•1,,,415510-.J "-'O 


LNDG LOADS/G0847 
8. FLIGHT --10/Q;.~1. ;::)OINTS 


36/?ffi TIS 29 OCT 86 C:/~v 
E. FUEL LOAD 


I I / 


MARTINEZ 800 2591A0 
C A'£4R COC),(,,PI- ,.~,,,,, Scat) 


EDMONDSON 
,-t. ST4RT UP GR NTICG 


8350/17.04 
I. WEATHER: 


200SCT/35 
-o -u,""E 5-;)RTIE .... 1"'4E t<. ~0NFtGUR4TIC'4/l_OADINC L. SURFACE CONOI TIONS 


, 0949/1.0 PER TIS CALM 


T33/83TB 
'-'· CHA.SE CREVrt 


SHAWLER/G + 9 
0, CHASE TO Tl"-AE/SORTIE Tf>,,,tE 


0949 
4 "UAPQSE 01' c-L :;Hr'TEST "?INTS 


LANDING DYNAMIC RESPONSE 


5. c;E~,JL. -s .:i F TES'7S rCunt,m,.;e on rever,e ,f neocJed) 


MARTINEZ: 
Landings were performed utilizing the Navy ?resnel Landing Light System to monitor the 
required glide slopes necessary to produce the target sink rates at touchdown. Twelve 
landings were accomplished. 
Sink rates at landing were as follows: 


At 1 degree glideslope, 4.0 FPS, 2.5 FPS and 3.5 FPS 


I At 1.25 degrees glideslope, 4.0 FPS, 4.2 FPS and 3.0 FPS 
At 1.5 degrees glideslope, 4.4 FPS and 3.0 FPS. 
Taxi speed - At the "new" idle setting of 55 percent Nl the taxi speed is stil 1 too 
fast and requires frequent brake applications when taxiing with a light fuel load. 
(Approximately 200 lbs) 


6. RECOMMENDATIONS 


COMPLETED BY SIGNATURE 
DATE 
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DAILY/11-llTIAL FLIGHT TEST REPORT 


). CONOITIONS RELATIVE TO TEST '/, t/ J 


rG0-=·_8-=:;:--::;:--::o:-,-::l!::-C:-T-✓ ... :-1-:ss:-1-:-oN-::-N-O--:--------+-----=------------+--C--_o_•_.,.E_29 OCT 86 h r ~ 
0. FRON• C0CKPIT(l.•/tSe•o) 


e. l"LICMT """0/04TA POINTS 


37/PER TIS 


I 
E. FUEL LO.AO F, ~ON 


SHAWLER 1140 2591AO 
C. REAR COCKl>IT(RIQhtS••t) 


BRIDGES I 
..... START UP CR WT/CC 


8639/18.5 
1. WEATHER 


CLEAR 
J. TO TIME/SORTIE Tt..,.E .... CON ,r1 CUR A Tl ON/ LO AOIN G 


1524/1.4 
VI, C,_. A5E AC F"T/:SERI AL NO N • Cl-l4.SE CREW 


T33/N83TR RICHE 
•· PURPOSE OF FLIGHT/TES7 POINTS 


LANDING LOADS ANO PARTIAL OEM) FOR COL BRIDGES 


5. RE SUL TS OF TESTS (Continue on reveroe ,1 needed) 
SHAWLER: 
1. Demo portion completed as briefed. 
2. Actual landing loads could not be-accomplished due to sink rate parameter not 
working properly. 
3. Col Bridges Cormnents: Take off very controllable. Flies well in formation, 
engines responsive. One g stalls; need stall warning. Accelerated stalls not well 
defined but no problem. Aircraft turns real well. Aerobatics very nice and crisp. 
Easy to fly in patterns and easy to land. He commented that it's not easy to see the 
performance problems in this cool weather; flew nicely all over the envelope. 


6. RE COMM EN CATIONS 


COMPLETEO BY SI GM ATU RE 
CATE 


PREVIOUS [OITION IS OBSOLETt:: 







DAILY 11HITIAL FLIGHT TEST REPORT 


l, CONDITIONS RELATIVE TO TEST 


"- PROJEC T/1,,uSSION NO B. Fl..lCHT NO/CATA POINTS 


VIP DEMO/G0853 39/FER TIS 
E. FUEL LOAO 


JACKSON 1140 
C. "E"" COCKPIT(R/~hlS••tJ H. START UP CR WT/CG 


EDMONDSON 8650/18.,8% 
.J, TO TIME/50FfTIE Tl~E K. CONFICURATIONILOAOINC 


1--l-08/1 .1 PER TIS 
~. CHASE ACFT/5ERIAL NO N. CHA!IE CREW 


TY3/8jTB MARTINEZ/TULnERG 
4. PURPOSE OF FLIGHT/TEST POINTS 


VIP DEMONSTRATION TO BRIG GEN JOHN JACKSON ATC/XP 


S. RE SUL TS OF TESTS (Cont/nu• on rev•r•• ,I neoded) 


AIRCRAFT TYPE 


T46 


C. CATE 


-10 OCT 86 
F. JON 


?t:;Q1 ,\{'\ 


I. WEATHER 


l..., SURFACE CONDITIONS 


O. CHASE TO TIME/SORTIE TIME 


1Af'IQ/1 1 


Mission included formation, stalls, slowflight, areobatics, ILS approach and multiple 
touch and landings. The most significant aspect of the mission was the weather. It 
was one of those days at Edwards when the wind blew near hurricane force. Up and 
away flying was not affected but the landings were. The cross wind component was a 
full 20 knots. But in spite of this, Gen Jackson repeatedly flew very nice touch and 
go landings. He had to be impressed with the cross wind capability of the T-46, His 
debriefing comments were generally favorable with no negative comments. Over all it 
was a successful flight. 


6. RECOMMENDATIONS 


Improve the drag situation. 


CATE 


COM PL ET EO BY 
SIGNATURE 
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DAILY /INITIAL FLIGHT TEST REPORT I .. AIRCRAFT TYPE 


T46 
SERIAL NUMBER 


493 
). CONOITIONS RELA71VE TO ,EST 


,-- - .... 
•1,_,.._, .J..., T_ I 


0, FLIGMT NO/OATJ. ~".:l1N-s 


I ":' ----i -,--_.., -·· --~ I 
c. OA...,.E 


~ lD'/ -~ 


I -· 0 UEL ... o ... :, 


~'.J J I . . ,~ ... 
~?:::i.\l, 


I 


.... START' UP ';R NT c~ 


.) .._.:; . - . 1 I 


I. WEA -""'ER 


1 ocsci:-, 2=; 


j 1 ';... ' I "-· 
::O..,.f"1 ~ ... .:IA ,.ICNI _:: ... Cl J;: 


-
... -~· - -~ I -· 


:lU A~ 4: = ::;:NCI .,1:,...,5 


-..,, ... ,__, 


I 
"· CHA!\E C~EH 


.!A I -· 
':MASE - - '-'E 50A -1 € ,..1'-AE 


:) ,._ 


•· PU"POSE O• •LIGHT/TES- "'OINTS 


.jlJ~~ :.,..iiJI:lG 10DS .C ' . 25 DE(;;{.E~S, 1 . 5 DEG?.:::::s A.I: 1 . 75 DEGREES (APPROACH A:-IG ::,3) 


S, RE SUL TS OF TESTS (Conlinu• on re••r•• 1/ needed) 


Taxi: Idle RPM good for 800-900 pounds of fuel. Slight power required, generally no 
brakes. With 200 pounds of fuel, occasional braking required. 


Landing Loads: Eleven landings flown for data. Actual sink rate at touchdown 
consistently below the "desired rate published on the flight cards by a relatively 
constant amount. Sink rates appear to be repeatable for a given approach angle. 
~anding loads are reported to be low. 


~pproximate sink rates observed: 


1 .25 DEG GLIDESLOPE: 
1 .50 DEG GLIDESLOPE: 
1 .75 DEG GLIDESLOPE: 


6. REC:OMMENOATIONS 


COMPLETEO BY 


2.4, 3,5, 3.6, 4,0 FT/SEC 
4,5, 3.8, 4,6 FT/SEC 
4,6 FT/SEC 


SIGNATURE 


AF FTC i~:':, 365 PREVIOUS EDITION IS OBSOLETE 
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DAILY/lNITIAL FLIGHT TEST REPORT 
I. AIRC~ AF'T TYPE 


T46 
l. COM04TIOHS RELATIVE TO 7EST 


•· "ROJECTl..,.IJJION NO 8. fl'LICMT ""'0/0ATA POINTS 


41 4 NOV 86 
E. FUEL. L.OAO 


4 2 lAO 
M. START UP CR WT/CC 


CLEAR 
J. TO TIME/50IIITIE TIME K. CON~1GURATION/L0401NC: '-• JUR~ACE CONOtTIONS 


PER TIS CALM 
.... C ,._. ASE AC ~ T / J E Rt AL. N 0 M. CMA.5£ CREW o. CMAJE TO T1trr.4E/SORTIE Tltr,.,t[ 


•· PURPOSE OF" F"LICHT/TEST POINTS 


INITIAL QUALIFICATION FLIGHT CHECK 
80 PERCENT LANDING LOADS 


5. RESUI.. 75 OF TESTS (Conunu• on tflver,e ,t needed) 


A very successful mission. Capt Moss completed his initial qualification flight 
check and is now fully qualified in the T-46. The landing 1 oads test points went 
quite well with the exception that the actual sink rates at touch down were all 
approximately 30 percent 1 ess than those planned at each approach angle. Three 
approach angles were flown: 1.5 Deg, 1.75 Deg, and 2.0 Deg. Each angle was repeated 
for two or three landings before proceeding to the next higher angle to insure 
consistency and therefore control of the outcome. Each run was made at 110 KIAS with 
flaps 20 Deg and speed brakes out. The following table is a listing of the real time 
data: 


GLIDE PATH ANGLE RADAR VERTICAL VELOCITY AT IMPACT (Ft/Sec) 
(Deg) (Run 1) (Run 2) (Run 3) 
1.5 2.4 2.6 2.5 
1. 75 4 .3 4 .0 
2.0 3.9 4.6 3.6 


The technique used was to stablize on target approach angle using the meatball 
lighting system and hold power and attitude constant all the way to touchdown. This 
technique included no attempt to compensate for ground effect. Ground effect did 
tend to cushion the impact somewhat, but more so at the lower approach angles. The 
results, radar vertical velocity at impact, were consistent, that is less than .5 
Ft/Sec spread at each angle. The mission's greatest impact velocity was 4.6 Ft/Sec 
which is considerably less than the 80 percent test limit of 7.7 Ft/Sec. Power 
technique is as strong a variable in this experiment as planned independent variable, 
pitch angle. Power technique has an enormous influence and must be judiciously 
excerised to maintain control of this test if the 1 imi t of 7. 7 Ft/Sec i:3 not to be 
exceeded inadvertently. 


'Ihe ground safety observer did comment after the mission that the nose tire appeared 
to be getting lower as the glide path angle increased. A post mission calculation 
indicated the pitch at 110 KIAS would increase approximately two degrees by 


5. RECO'4MEN0ATIONS 


(1) All subsequent landing tests be performed flaps up to increase pitch attitude at 
touch down. 
(2) Proceed to a higher approach angle, 2.5 to 3.0 degrees. 
(3) Control pilots power technique. 
COMPLETED BY SICNATURE 


PREVIOUS EDITION IS OBSOLETE 


OATE 







flying the same approach speed, 110 KIAS, but with zero flaps instead of the planned 
20 degree flap setting. A two degree increase in pitch attitude will raise the nose 
tire approximately 4 to 5 inches and give a little better margin to avoid an 
unplanned three point touchdown. Recommend all subsequent tests be performed flaps 
up. 


CAPI' f>OSS'S COMMENTS: 
a) During formation wing work, the aircraft displayed a tendency to bobble in pitch 
(high pitch sensitivity and tendency to overshoot). The airspeed range was from 150 
to 200 KIAS at around 10,000 ft MSL. Although the observed pitch bobble tendency was 
almost unperceptible, the maneuvering was limited to +30 degrees bank and about 1.2 
G's. Therefore, at the higher G loadings I anticipate there may be a handling 
qualities problem in the longitudinal axis. 
b) In my opinion, the location of the "radio mute button" is unacceptable. On 
aircraft T-2 ( 493) the radio mute but ton is the "pick 1 e" but ton (but ton 1 ocated on 
the stick grip, immediately to the left of the trim button). 
A pilot (either student or instructor) using this button on a regular and daily basis 
will soon develope a habit pattern to depress this button subconsciously when trying 
to override radio transmissions when using the intercom. On operational fighters 
however, this pickle button is the weapons release button: used to launch missiles 
and release bombs. A scenario can be anticipated where a T-46 pilot transitions into 
a fighter aircraft and eventually launches an armed missile just because of an old 
habit pattern. I recanmend the radio mute (or radio cut-out) function be moved to 
the button on the side of the stick (otherwise known as the air refuel disconnect 
button). 







DAILY /INITIAL FLIGHT TEST REPORT I I. AIRCRAFT TYPE l z. SERIAL NUM8ER 


T46 493 
J CONCITIONS RE1..ATIVE TO ";"EST 


. OAQ.- EC ... '-41 S~ION NO I a. P'l..lC..,.'T "',!::;,/:)A _,A ~OIN ... 31 


I 
,:; . ,:i.._-E 


:.1.,; ' ' ...... . ' ,- ?Z~ . ..,-~ l ::01; -:o 
........ l...,_ J JJ' -~ - -•..; 


- ;; A_:,. - :: j co(, p, ... :..011 ;.,.,, ::. i"I..J~L l.OAC I : .. c .... 


1•l:'\tt-:_1 _ ;~~ 
- < 


I . ,.A, -J;: I .1.<J 


; Q~·~ COC !(Pl ... RIQht S-,a1) 


I 
.... ST AR• JP :;;:i HTIC~ I I. 


NEA-:"ME:R 


:1:cH~ - 1 - . f,:. C~?.,~5 .::oo:, 


I . - ~ 
. .. 


-'v-- - --· -_ .... ' 
,_, ,._ .. 


... C - .J. st. ..,cc-- 1 sE'.:f1,1L. ~~o I N. 
c-...iJt.'\E:, CR~"' I "· 


,: ... ..-..sE - .,._,.E SOR '""IE ... II.A E 


- .. 


"" -•r .. ., "\ 


,. Pu A POSE O • FLIGHT/TEST PQIN TS 


JY'.'lil.EC LAHD:::lG RE~POdSE 


~-RE SUL TS OF TESTS (Cont/nu• on rever,e ii neoded) 


Data landings were accomplished. 
Sink rates at touchdown were as follows: 


At 1.75 Degree Glides lope: 276 ft/min, 306 ft/min 
At 2.0 Degree Glideslope: 354 ft/min, 288, 414, 390, 402 ft/min 
At 2.25 Degree Glideslope: 372 ft/min, 384 ft/min 


- . 


5. RECOMM EN CATIONS 


SIGNATURE 
DATE 


COMPLETED BY 
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DAILY /INITIAL FLIGHT TEST REPORT I '· AIRCRAFT TYPE 


T46 


SERIAL NUMBER 


). CONDITIONS RE\.ATIVE TO TEST 


• PROJEC T/MIS510N NO 8. FLIGHT NO/DATA POINTS C. OATE 


LNDG LOADS/G08G9 4. 1 IPF.R 'PIS c; NOV AF. 


o. FRONT COCK Pl T (Lell Se•t) E. FUEL LOAO F. JON 


RICHE Q()() 


G. REAR COCKPIT (R/Qhl Seat) H. START UP GR WT/CG 1. WEATHER 


EDMONDSON AA1t;/17.7A 
J, TO T1""'4E/SOATIE TIME K. CONFIGURATION/LOADING L, SURFACE CONDITIONS 


0927 /1 /3 PF.R 'l'T8 f' A T.M 


"'• C>-'A5E ACi:-T/5ERtAL NO N. CHASE CREW 0, CHASE TO TIME/SORTIE TIME 


NA NA 
4. PURPOSE OF FLIGHT/TEST POINTS 


80% LANDING GEAR LOADS (DYNAMIC RESPONSE) AT 2.0, 2.25 AND 2.5 DEGREES, 
FLAPS O DEGREES, SPEED BRAKES OUT 


5. RE SUL TS OF TESTS (Continue on rever•• ii needed) 


Ten data points obtained. DatH was consistent at all three angles. Sink rates were 
wel 1 below maximum allowable. Aircraft is very stable; with less "float" noted at 
the steeper angles. 
Approximate sink rates were: 


5.1, 4.9 and 4.6 ft/sec at 2.0 Degrees 
5.3, 5.1 and 4-9 ft/sec at 2.25 Degrees 
4.8, 5.1, 5.2 and 5.5 ft/sec at 2.5 Degrees 


This is the second mission that the right engine low oil pressure light has 
illuminated following a throttle reduction to idle in preparation for landing. It 
came on at 22 psi. Specifications call for 20 plus or minus 1 psi. Investigation and 
recommendations to follow. 


5. RECOMMENDATIONS 


COMPLETED BY 
SIGNATURE 


DATE 
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DAILY/lHITIAL FLIGHT TEST REPORT I I. AIRCRAFT TYPE I 2. 
SERIAL NUMBER 


T46 492 
). CONDITIONS RELATIVE TO TEST 


•· PROJECT/trr.41SSION NO B. ,r:'LICMT NO/CATA POtNTS c. CATE 


FLUTTERIG08GG 130/PER 'rIS 5 NOV 86 
0. F"RON T COCKPIT (L•lt Se•I) E. FUEi.. 1..0AO F. JON 


MARTINEZ 1240 2')g1AO 
C. RE •A COCKPIT (R/fhl S••t) H. START UP CR WT/CC: I. WEATHER 


MOSS 8891/19.6 CLR/85 
J. TO T1ME/50ATIE TI.._.E K. CON ,r'I CURA TION/ LO AOIN c; '-· SURl'"ACE CONDITIONS 


1600/0.q PER TIS 220/04 
.... CMA5E AC~T/5ERIAl_ ~0 N. CHA!iE CREW o. CMA.SE TO Tl'-4£/SOATIE TIME 


T'l'l/8'1TR RICHEIG + g 1600/0.9 
.. PURPOSE OF FLIGHT/TEST POINTS 


FUNCTIONAL CHECK OF NOSEWHEEL DAMPING, WITH THE TWO-DAMPER NOSE STRUT 
FLUTTER EQUIPMENT FUNCTIONAL CHECK, FLUTTER AND FLYING QUALITIES 


5. RE SUL TS OF TESTS (Conlinu• on rever•o ,I needed) 


a) The taxi test was conducted as planned, there were no adverse taxiing or 
shimmying characteristics noticeable to the pilots with the nosewheel steering either 
ON or OFF. 


b) Only a portion of the flutter test card was accomplished. The test point of 
11 , 500' MSL and 147 KIAS was flown. Flutter investigation was conducted with the 
shaker system, and handling qualities were flown. 


The aircraft maintained a rol 1-off tendency to the left throughout the flight, 
even with ful 1 right aileron trim. Otherwise, there were no significant handling 
qualities differences with the new configuration. 


There were four instrumentation anomalies observed. All these must be rectified 
before any further flutter envelope expansion. 


1 ) Parameter 1318 "Tail Vane" position was being displayed band edge 
to band edge. 


2) Parameter 1318 indicated that the tail vane did not cut off within 
the required 1 cycle tolerance. 


3) Parameters 1520 and 1521 "RT AIL Bend, LT AIL Bend" accelerometers 
are too sensitive. 


4) Parameter 1317 "Wing Vane" position indicated the wing vane displayed 
erratic behavior at 8 Hz and below. 


5. REC0"4"4 EN CATIONS 


1 ) Fix the above instrumentation problems before further flutter tests. 
2) Delay fixing the aileron roll-off problem until the exact aileron 
reshaping/orientation is determined. 


COM PL ETEO BY SICN ATURE 
CATE 


PREVIOUS EDITION IS OBSOLETE 







DAILY/l~ITIAL FL!GHT TEST RE?ORT 
'T'il 


• - J1 


_. .:.u R • 4 i.: !: : ~..,. Cl -1c N :S 


-'T \ '1 , • I' 


I 1. =>1 ... r:::i-::s~ :~ =-t-. .j;,,- ·-~s7 ::i-:1"'-3 


I )RESS :EHE:J..RSAL 5'CR -:is::: 1986 EDWARDS AF3 OPSN P.OUSE - ~lJ6A "!;'TV - '-'- 9Y 


< qESUL 7'S~OF TES-:"S (Cont,nu• on rttYer•• ,I neoaea} 


A wings level, 250 KIAS, pass was made over the base at 500 FI' AGL. 


s. RECOMMENDATIONS 


SIGNATURE 
QATE 


COMPLETED SY 
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DAILY /INITIAL FLIGHT TEST REPORT 
I. AIRCRAFT TYPE 


l. CONOITICNS RE\..~71VE TO 7EST 


•• Ji 


:;. Q5,.AA -::c<Pl- ,'q/Jht s •• ,) 


• ~ .. U' ..... ::: 


EDWARDS AFB OPEN HOUSE FLY BY 


S. RESUl. TS-OF TESTS (Conlinue on rever•e II needed) 


Mission was flown to perfection. It was a beautifully clear and calm day. The T-46A 
performed beautifully in its 250 KIAS, 500 Fr AGL, wings level pass in front of 
nearly half a million spectators. Ground observers commented on the quietness of the 
engines and the unofficial rumor was it was the second quietest aircraft in the show. 
A glider/sail plane was the quietest. 


Next year the T-46 should perform an aerial demonstration vice a wings level fly 
over. 


S. RECOMME.'!OATIONS 


COMPLETE□ BY 
SIGNATURE 


DATE 


AFFTC ,:~:-;. 365 PREVIOUS EDI TIDN IS OBSOl.ETE 







DAILY11HITIAL FLIGHT TEST REPORT I I. AIRC~AFT rya:: 


T46 
l. COHDITIOHS RE'-ATIVE 70 7EST 


. etROJEC'r/..,.l)SION NO 


I 
a . FL1C-MT NO/OAT.A. POINTS I c. 


:)ATE 


TAXI LOADS/Go875 46.02G 14 NOV 86 
:J. VRON - co C,<PI T (L•lt s •• ,, 


I 


E. F'lJEL LOAO 


I 


F. ,ON 


RICHE/MARTINEZ 600 2591A0 
c:. RE•q COCKPIT(RIQhtS••tJ I .... START UP CR WT/C: I I, 


W£ATH£R 


NIA 7924/18.37 CLEAR 
J. -o T1ME/SOA Tl E T1t..t£ I I(, CON Fl CU RATION/ LO ACIN C I 1... SU A~ ACE CONOI TION.S 


NIA PER TIS CAIM 
... cw •SE .AC FT/SEAi AL "'0 I .... CMASE CREW l o. 


CHA.SE ~0 TIM£1.SORTIE Tl,._.E 


NIA NIA N/A 


.. "'URPOSE OF F"LIGHT/TES7 "01>4-:"S 


TAXI LOADS TEST, 1" STEP/BUMP 


~. RE SUL iS OF TESTS (Conunu• on ,ever•• ,I n•oded) 


RICHE 
20, 40, 60, 80 KIAS, 90 degree and 60 degree approach to single bump (4 inches by 80 
feet): Very little apparent aircraft reaction to the bump at any speed. Most 
noticeable effect was left back-plate temperature exceeded right by 200-400 degrees 
on the first 40, 60 and 80 knot runs. On the secom set of runs (60 degree approach) 
brake temperatures were similar. Aircraft was not pulling left during braking 
following the first set (20, 40, 60, 80 knots at 90 degrees) of approaches. All data 
appeared good. 


S. A ECO'-IM EN QA TIOHS 


SIGN ATU AE 
CATE 


COMPLETED BY 
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DAILY /INITIAL FLIGHT TEST REPORT I I, ,_IRCMAFT TY"~ r1/~NUM8ER 


T46 492 
:oi;c1-1ONS .>E_~-1 IE -o -o:~7 


.:, ci,:-_ ,: - ..,.,•,tON "C I ~L GM..,. ...,0/::lA-.a ~'llN-l .. ": A - ";,: 


FLUI'TER/G0887 133/PER TIS 18 NOV 86 
c~..._ • :::.:~o,- ;_,0 ,, .,;.,.,, ~- ~IJ£L -O•C I " ,.CN 


RICHE I 1240 2591AO 
; =,c- "";i ·oc <P•- _qfqh1 Sv•f! I ,.., START JP CR,_-./-:,-;. '· NE•-,-.£R 


I SHAWLER 8891/19.64 lOSCT/20 
-- • ""4t. •.:q,-1~ -1,._.E <. ~::,..., Ft ~lJ~•-:-=...,, _ ~ .t.::1•1 ~ -· :u =I~-.-.:: ::: - ~..., c, - 0..., j 


1507/1.7 ' PER TIS 240/l~GlQ 
.... C-•SE •cc-- 5ER1Al.. -..o I ~-CHA'\E =AEt't I ~-:'""ASE-~-"-"£ 50A- E -1"'6£ 


T33/83TB MARTINEZ/HffiRING 1'507/1_7 
• ;>1,;;>PQSE C• FLIGHT, -o:s-;- "CIN-s 


The following points were accomplished at 30,000 Ft PA: 
199 KIAS: Tail Burst At 7.4, 9.7, 16.1 and 21.0 Ht 
(SAS OFF) Tail Sweep 5 to 60 Ht, Manual Revers on 


Tail Burs At 7.6, 10.1, 15.8, 15.6 and 20.8 
Hz, Manual Reversion 


(cont' 11 nn ni=>Yt. n!l<To) 


s. RE SUL rs o,: TESTS (Conffnu• on rev,uee ,t needed) 


RICHE 
All points obtained. Several repeats required due to wandering of vane frequency 
during bursts. Canopy defog system extremely noisy when activated. Nose wheel 
steering is too sensitive at moderate taxi speeds ("Twitchy"). Flutter system 
operation is definitely a two-man operation. 


MATHIS 
Vane parameters indicated that vane was starting to wander, therefore, several bursts 
had to be repeated. 
Aileron parameters were still unacceptably noisy. These parameters wi 11 be fixed and 
confirmed operational prior to the next points starting at 11,500 Ft, 207 KIAS. 


6 RECOMME~::>ATIONS 


COMPLETED BY SIGNATURE OATE 


AFFTC 365 PREVIOUS EDITION IS OBSOLETE 







219 KIAS: Stick Raps, Lateral and Longitudinal 
(SAS CFF) Wing Sweep 5 to 60 Hz 


Wing Burst At 8.4, 13.3, 31.4, and 33.4 Hz 
Tail Sweep 5 to 60 Hz 
Tail Burst At 7.4, 9.7, 15.4, and 20.6 Hz 
Tail Sweep 5 to 60 H, SAS ON 


199 KIAS: Flying qualities, SAS oij - Pitch, rudder and lateral 
doublets, bank-to-bank rolls. 







DAILY.lNITIAL FL!GnT TEST i<E?OR7 
.:_. 5E~IAL. •fUM8ER 


49 


TAXI LOADS GRD46.04 & 46.05 19 NOV 86 


SHAWLER 600 
'-I. 5 TART .JP ~ rl ,.,- ., C : 


7924/18.37 CIEAR 


I 0900/4: 00 280110K 
I :,, 


N/A NIA 


ALL GROUND TEST - TAXI 
1. TURNING AND PIVOTING TESTS 
2. WHEEL BRAKING LOADS BOTH SYMMETRICAL AND ASYMMEIRICAL 


5. RE SUL TS OF TESTS (Continue on rever•• ,t n••d•dJ 


A. NWS turns completed at 15K and 20K developing approximately .4 "G" laterally at 
20K. 
B. NWS turns with symmetrical braking also completed at 15K and 20K. 
C. Differential braking turns completed at 15K and 20K. Sane skidding was seen at 
15K, but much more at 20K including blowing the right tire while in the right turn, 
the aircraft tips rather drastically taking much of the weight off the inside tire 
which also helped to blow the tire. This is gross punishment for an aircraft and we 
should never ever consider going to higher loads. The tires would probably come off 
the rims. 
D. The symrretrical and asymrretrical braking tests were completed from 80K down to 
zero. The ability to use one brake and NWS to stop the aircraft is relatively easy 
although there is some shaking. 
E. The pi voting on one locked wheel at 3K resulted in the rose wheel going beyond NWS 
limits. This required opposite brake to get the NWS within limits. 
F. Good data acquired on all tests. This completes the 80% ground taxi loads tests. 


5. RECOMMESOATIONS 


COMPt.ETEO BY SIGNATURE DATE 
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DAILY,1NITIAL FLIGHT TEST REPORT I T-46A 
~E~IAL '-'UM8EM 


84-492 
l. CONOlTIONS 'IELATIVE TO ,EST 


FLU'rTER/G0889 
8. ~LlCMT NOIOATA OQINT:S 


154/PER TIS 
C. O•TE 


20 NOV Bu 


E. F"UEI.. 1..OAO 


MARTINEZ 1240 
C. RI;•" COCl<PI T (Rlf/11 S••t) M. STAAT UP c;A WT/C~ I. WllATM!:A 


EDMONDSON 8917 /19. ,1 CLR/20 
J. TO TIM£/SOf'TIC Tl._,.C )(. CONrtCUAAT10NIL0401NC. \.. $UA,AC£ CONOI TIONS 


0'7 56/1 . 6 PER TIS CALM 
N. CHAS< CAEW 0, CHASE. TO Tl"4E/SOATIE TIME 


RICHE/HERRING 0756/1.6 
•· ?UllPOSE OF" <"LICHT/TES, "CINTS 


Phase I Flutter with composite flight controls. 


5. RE SUL TS OF TESTS (Contrnu• on t•v•r•• 11 needed> 


Good mission, but ended thirty minutes early due to flutter excitation system 
failure. Two new airspeeds flown, both at 11,500 ft. The first speed, 207 KIAS 
~40M) was completed to include stick raps, wing sweep and wing manual bursts at 


.2 Hz, 12.5 Hz, 13.6 Hz, j1.0 Hz, and 56.0 Hz. 


Tail sweeps were done with SAS on and off, as well as bursts at 7.6 Hz, 9.5 Hz, 
14.6 Hz, 20.2 Hz, 7.6 Hz, 7.4 Hz, 15.2 Hz and 20.8 Hz. 


At 228 KIAS (,45M) stick raps, wing sweep and wing manual bursts at 8.3 Hz, 12.8 Hz, 
1 J.8 Hz, j0,7 Hz and 5o.O Hz were completed. The tail sweeps were performed, but the 
tail flutter vane began to operate e~ratically and the mission was cut short. 


Lateral trim was checked at 200 KIAS, 11,500 ft and the aircraft rolled .:>0 degrees 
left in 6.0 seconds with full right trim and jO degrees left in 3.0 seconds with full 
left trim. 


S. RECOMMENDATIONS 


~erig the ailerons to eliminate the left roll off. 
Repair the tail vane and proceed with flutter testing. 


COMPL ETEO BY 
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TEST DIRECTOR'S COMMENTS FOR FLIGHT 1)4/492 
20 NOV 86 


Quick look analysis indicated damping was adequate. 
Parameter 1 j21 appears on the verge of failure. 
Test was aborted due to failure of tail vane. 







DAILY/IHITIAL FLIGHT TEST REPORT 


). CONOITIONS RE!..ATIVE TO 7EST 


• OlltOJCCTl• . .ns,,o,.,,NO 8. ,rLICMT NO/OAT.A. DOINTS C. O•TC 


4 NOV 86 
j "A0N1' COC~PIT(L•/tS•etJ E. FUEL LOAO F, JON 


C. RE•" COCKPIT (Rllhl Seer) ><. START UP CR WT/c,: 


.J. TO TIME/SOIIIIT1£ TIMIE K. CON,..IC.UAATIO"'/LO401NC: L- suA,AC£ CON01T1ONS 


O. CHASE TO Tl ... £/SOAT1£ T1M'E 


•· 0 URPOS~ OF" FLIGHT/TEST POINTS 


A. FLUITER PI'S 228 KIAS AND 248 KIAS AT 11,500 FI' 
B. HANDLING QUALITIES COMPLEI'ED AT 228K, 11,500 FI' 
C. SCANI - VALVE PTS COMPLEI'ED ON THE GRD AND AT 190 KIAS AT 15,000 FT 


!I. RE SUL TS OF TESTS (Con11nu• on tttvet•• ,I needed) 


1. 228 KIAS - Tail Burst SAS OFF At 7.8, 9.6, 14.6 and 20.0 Hz 
Tail and wing sweeps completed at 5-10 Hz and 10-60 Hz 


2. 248 KIAS - Stick Raps 
Wing Auto Sweep 
Wing Burst 8.4, 14.0, 29.9, 31.6 and 54.9 Hz 
Tail Auto Sweep SAS OFF 
Tail Burst SAS OFF 7.4, 7.6, 9.6, 14.8 and 19.6 
Tail Auto Sweep SAS ON 
Tail Burst SAS ON 7.6, 9.5, 14.8, 18.7, 20.0, 19.8 and 19.6 Hz 


3. Handling qualities included doublets in all 3 axis, bank-to-bank rolls, am roll 
off check. 
4. The flutter excitation system still jumps to a higher frequency intermittently 
both in auto and burst modes. It comes back down am stabilizes within 2-3 seconds. 
5. Test Director Comments: Repeats due to vane skipping at low frequency. Vane still 
speeds up during operation. Not repeatable. With SAS ON at 248 Kts damping was 
around 2% on a 20 H empennage mode based on near real time autospectra plots. The 
mission was terminated at this time. A post flight analysis will provide better 
insight into this situation. It may be of value to gather data at 228 KTS/11,500 Ft 
with SAS ON to better define the aeroelastic characteristics of this mode. Overall 
this was a good mission. 


5. RECOMMENOATIONS 


COMPLETEO BY SIGNATURE 
OATE 


PREVIOUS EOtTION tS OBSOLETE 







DAILY /INITIAL FLIGHT TEST REPORT 
SERIAL NUMBER 


492 
), CONDITIONS REl.ATIVE TO TEST 


• P ROJ EC T/Ml5510N NO 


PRESS SURVEY/G0908 
e. FLIGHT NO/DATA POINT.5 


137/PER TIS 
C. DATE 


1 DEC 86 
0. "RONT COCKPIT (Loft Sot) E. FUEL LOAD F. JON 


RICHE 1240 2591A0 
C. REA't COCKPIT (Rlfhl Sul) H. START UP CR WT/CC I. WEATHER 


SHAWLER 8896/19.58 l00SCT/85 
J. TO TIME/SORTIE TIME K. CON Fl GURATIONILO A.DING l... SURFACE CONDITIONS 


1242/1.6 PER TIS CAW! 
M. CH ASE AC FT/SERI AL NO N. CHA~E CREW O. CHASE TO TIME/SORTIE Tl"'E 


T33/83TB MARTINEZ/WOODFORD 1242/1.6 
4. PURPOSE 01' l'LIGHT/TEST POINTS 


INLET PRESSURE SURVEY: 
235 KIAS, 5,000 Ft PA, Lt Throttle at Max, 79%,· 59%, and Idle; Rt Throttle as 
required. 
198 KIAS, 15,000 Ft PA, Lt Throttle at Max, 79%, 62%, and Idle; Rt Throttle as 
required. (continued on next page) 


S. RE SUL TS 01' TESTS (Continue on ,evot•o If noodod) 


Al 1 data obtained and appear valid. Maximum power was required on the right throttle 
for most of the lower two left throttle power settings. With the left throttle at 
~dle, and the right throttle at max power, rates of descent were approximately 900 
fpm (5K), 600 fpm (15K), 500 fpm (25K) and 400 fpm (35K) at the test airspeeds. 
~pproximately 300 fpm rate of climb at 35K, both throttles at max power, 130 KIAS, 
~ith 600 pounds of fuel was observed. 


6. RE COMMENDATIONS 


COM PL ETEO BY 
SIGNATURE 


DATE 


PREVIOUS EDITION IS OBSOLETE 







,. .. 


162 KIAS, 25,000 Ft PA, Lt Throttle at Max, 82%, 67%, and Idle; Rt Throttle as 
required. 
128 KIAS, 35,000 Ft PA, Lt Throttle at Max, 86%, 75%, and Idle; Rt Throttlle as 
required. 







DAILY /INITIAL FLIGHT TEST REPORT I I. AIRCRAFT TYPE l L 
SERrKL NUMBER 


T46 492 
3. CONDITIONS RELATIVE TO TEST 


A PROJECTIMIS!ION NO B, FLIGHT NO/DATA POINTS c. DATE 


FLUITER/G0911 138/PER TIS 3 DEC 86 
D. FRONT COCKPIT (Lett Seat) E, FUEL LOAO F, JON 


MARTINEZ 1240 2'591A0 
G. REAR COCKPIT(RlfhtSul) H. START UP GR WT/CG I, WEATHER 


MOSS 8917/19.1 CIR/815 
J. TO TIME/SORTIE TIME K. CON Fl GU RATION/ LOAOIN G L, SURFACE CONDITIONS 


0918/0.6 PER TIS CAI.Jv1 
M. CHASE ACFT/SERIAL NO N, CHA~£ CREW o. CHA.SE TO TIME/SORTIE TIME 


T33/8~TB EDMONDSON/G + g OQl R/0 .4 
4. PURPOSE OF' F'LIGHT/TEST POINTS 


PHASE I FLUTI'ER WITH COMPOSITE FLIGHT CONTROLS 


5. RE SUL TS OF TESTS (Continue on reveue II neoded) 


MARI'INEZ: Several tail sweeps (SAS OFF) in manual reversion mode were accomplished 
at 228 KIAS prior to aborting the mission due to a problem with the chase aircraft. 
It appeared that the tail vane required approximately 10-12 seconds after initiation 
of the flutter excitation system to stabilize on the correct frequency. 


MATHIS: 
1. Wing vane inoperative. 
2. Tail vane, in auto mode, starts at about l0Hz, target is 5Hz. 
3. Tail vane still speeds up in both auto and manual modes. 
4. Vane cut off erratic at only point(s) done at about 5Hz. 
5. Frequency calibration needs work. 
Tail sweeps had to be repeated due to erratic behavior of tail vane. Tail sweep in 
manual reversion mode at 228 kts/11,500 ft was complete. 


6. RECOMMENDATIONS 


SIGNATURE 
DATE 


COM PL ET ED BY 


PREVIOUS EDITION 15 OBSOLETE 







DAILY /INITIAL FLIGHT TEST REPORT J '• AIRCRAFT ;;; 6 I 2. 
SERIAL NUMBER 


492 
3. CONDITIONS RE'LATIVE TO TEST 


• PROJECT/MISSION NO e. FLIGHT NO/DATA POINTS c . DATE 


VIP D.EM)/G7080 139/PER TIS 3 DEC 86 
O. FRONT COCKPIT (Left Seat) E. FUEl. l.OAD F. JON 


ELLIS 1140 2591A0 
G REAR COCKPIT (Rllht S1,at) H. START UP GR WT/CG I. WEATHER 


CLINCH 8823/19.1 CLR/85 
J. TO TIME/SORTIE TIME K. CON Fl GURATION/ l.OAOIN G l.. SURFACE CONDITIONS 


1446/1.1 PER TIS CAIM 
M, CHASE ACFT/SERIAL NO N. CHA.~E CREW o. CHASE TO TIME/SORTIE TIME 


T33/83TB SHAWLER/DEAKIN 1446/1.0 
4. PURPOSE OF FLIGHT/TEST POINTS 


VIP DEl\10NSTRATION 


5. RE SUL TS OF TESTS (Continue on teve,•e if needed) 


Col Ellis made the following comments: 
1. Liked the cockpit layout am displays. 
2. Liked simple and unconfining strap in. 
3. Liked the nose wheel steering response. 
4. Couldn't hold the brakes in Mil power for takeoff. 
5. Was surprised at the abrupt rotation for takeoff. 
6. Thought the stick was a little far forward. 
1. Liked the visibility except the rearward visibility. Thought the lack of 


rearward visibility would be a significant problem in formation. 
8. More stall warning definitely required. 
9. Stall characteristics were especially good. 


10. Aero was very easy, very similar to T-37. 
11. Roll rates are a little sluggish. 
12. Traffic patterns were especially easy though more drag on final would be better. 


Liked the cross-cockpit visibility for right hand patterns. 
13. Landings were easy. Rotation for touch and go's was abrupt. 
14. Was most impressed with the engine performance; thought engine response, fuel 


consumption and lack of noise were the strong points of the entire system. 


6. RECOMMENDATIONS 


1. Continue takeoff rotation investigation. 
2. Look at methods of improving visibility rearward, reposition mirrors, and change 


type of mirrors. 
3. Re-examine stick neutral point in light of stick grip change. 


SIGNATURE 
OATE 


COM PL ET ED BY 


PREVIOUS EDITION IS O950l.ETE 







DAILY /INITIAL FLIGHT TEST REPORT 
SERIAL NUMBER 


492 
), CONDITIONS RE.LATIVE TO TEST 


• PROJECTIMIS!IONNO B, FLIGHT NO/DATA POINTS C, DATE 


10 DEC 86 PRFSS SURVEY/G0925 141/PER TIS 
D. l'RONT COCKPIT (Loft Sul) E. FUEL LOAD F, JON 


SHAWLER 1240 2'191A0 
G. REAR COCKPIT (Rlfhl So•t) H. START UP GR WT/CG I. WEATHER 


EDMONDSON 8896/19.6 CIB/i:;o 
J, TO TIME/SORTIE Tlt..4E K, CONFIGURATION/LOADING L. SURFACE CONDITIONS 


1132/1.3 PER TIS 070/02 
M, CHASEACFT/SERIALNO N. CHASE CREW 0, CHASE TO TIME/SORTIE TIME 


T33/81TB MARTINEZ/RITCHEY 11~2/l.~ 
4. PURPOSE OF FLIGHT/TEST POINTS 


1. STALL WARNING PRFSSURE SURVEY 
2. FLu:rrER SYST™ FUNCTIONAL 


S. RE SUL TSO F TESTS (Continue on rever•e II needed) 


1. One "G" stalls were accomplished at 15,000 Ft and 7,500 Ft; clean, gear only, gear 
and flaps, and PA. Two each were completed at each altitude. Stabl ized points were 
completed at mch altitude both CR and PA at Vs +5Kts, Vs +l0Kts, Vs +15Kts, and Vs 
+20Kts. 
Good pressure survey data obtained. Results unknown. Sometimes a rapid roll off was 
seen at stall. 
2. Accelerated stalls were accomplished at 15,000 Ft at 130 KIAS CR and PA; 150 KIAS 
CR; and 180 KIAS CR. A total of 16 stalls were completed, 8 by each pilot. The 
accelerated stalls have a much more rapid right roll off than we have seen before. 
The natural stall warning for the accelerated stall case is adequate for the 180 KIAS 
point, and probably okay for higher speeds. It is not adequate for the lower speeds. 
(Both pilots' opinion). 
3. The flutter excitation system did not operate properly. It was very slow to 
stablize on frequency during bursts, (approximately 10 seconds). It would start high 
at the lower frequencies and low at the higher frequencies and eventually stabilize 
on a frequency. During the start of the auto sweeps the frequency would jump 6-8 Hz 
then come back down close to the desired start frequency. After that initial jump, 
it was fairly close except for a hesitation one or two times. The ground calibration 
was not the same as the inflight calibration for the frequency. 


Lt Col Edmondson's Comments: 
1. The flutter excitation system still has the same problems identified previously 
and is marginally acceptable to continue Phase I Testing. The present capability of 
the excitation definitely requires a two man crew. 
2. The stall characteristics of the aircraft have changed significantly. The 
aircraft rolls extremely rapidly at stall during both accelerated and unaccelerated 
entries. Flaps down to 20 degrees and flaps up seem to make no difference to the 
rapid roll rate. A one g stal 1 in the landing configuration required ful 1 lateral 


(continued on next page) 


6. RECOMM EN CATIONS 


Investigate the cause of the rapid roll off at stall and correct the problem. It is 
a very undesirable characteristic. 


PREVIOUS EDITION IS OBSOLETE 







control deflection to arrest the roll rate at stal 1. The fol lowing one g stal 1 
speeds at power for level flight are provided: 


GROSS wr 
LBS-


8650 
8630 
8610 
8580 


15,000 FT STAILS 


CONFIGURATION 


Clean 
Gear Down 
Flaps 20 Gear Down 
Power Approach 


STALL SPEED 
(KIAS) 


95 
95 
89 
89 


INDICA'IED AOA 
(DEGJ 


20 
20 
20.5 
20.5 


The gear and speed brakes do not change the stall speed or characteristics. The flap 
extension to 20 degrees reduces the stall speed by approximately 5 knots. 







DAILY /INITIAL FLIGHT TEST REPORT I '· AIRCRAFT ;46E I 2. 
SERIAL NUMBER 


492 
J. CONOiTIONS RELATIVE TO TEST 


A PROJECT/MISSION NO B, FLIGHT NO/DATA POINTS C. DATE 


or&E/G8552 144/PER TIS 12 DEC 86 
D FRONT COCKPIT (Loft Seat) E. FUEL LOAD F, JON 


SHAWLER 1240 2591A0 
G. RE4 .. COCKPIT(RllhlS<1•t) H, START UP GR WT/CG I, WEATHER 


MANKE 8920/19.5 CIRl~O 
J, TO TIME/SORTIE TIME K. CON Fl GURA TION/ LOA.DING L, SURFACE CONDITIONS 


1019/1.7 PER TIS CAIM 
"""'• CHASE ACFT/SERIAL NO N. CHA!IE CREW o. CHASE TO TIME/SORTIE TIME 


T33/83TB M:>SS/HERRING l0lQ/1.7 
4. PURPOSE OF FLIGHT/TEST POINTS 


Ior&E 
FLUTI'ER SYSTEM FUNCTIONAL 


5. RE SUL TS OF TESTS (Continue on reveroe if neodod) 


SHAWLER 
1. The flutter system operated very close to the previous flight. It took up to 
30 seconds to stabilize on a frequency early in the flight. Later in the flight 
it improved but still not consistent. It is minimum acceptable to continue Phase 
I. The voltage to the moog valve was monitored and showed erratic values. The 
problems are being worked. 
2. During the accelerated stalls the warning was adequate at 3 11G1s11


• In fact, it 
was very difficult to stall the aircraft. 
3. Al 1 but 2 stalls had a right roll off. One accelerated stal 1 and the one PA 1 
11G11 stal 1 did not have any roll off. 4. The fuel quantity check in the landing 
pat tern showed fairly good recovery to the correct fuel reading after a 
deceleration. During a deceleration from 185 KIAS using gear, S.B., and idle 
fuel quantity dropped from 190 lbs to 160 lbs, but returned to 190 lbs in 


the 


approximately 30 seconds. 'Ibis is certainly reasonable if repeatable. 


Capt Manke 
Accelerated Stal 1 Warning - At 18,000' MSL the aircraft's natural stal 1 warning is 
adequate in lead and intensity above 180 KIAS and 2 G's. The adequacy of stall 
warning at pattern altitudes was not tested and remains to be seen. 
Simulated Single Engine Approaches - Stabilized on final at 110 KIAS with gear, 0 
degree flaps, and speedbrakes, power on the "good" engine was about 90% core. 
This appears to al low an adequate power margin for proper airspeed control. 
Stabilized on downwind with gear only at 130 KIAS, it took mi 1 i tary power on the 
"good" engine to maintain level flight. 
Fuel System - The fuel quantity fluctuated.± 30 lbs below 200 lbs total fuel, but 
recovered to normal in 15-20 seconds. 
Gear Warning Hom - I liked the gear warning horn just as it is configured on T-1. 


6. RECOMM EN CATIONS 


SIGNATURE 
OATE 


COMPLETED BY 


PREVIOUS EDITION IS OBSOLETE 







DAILY /INITIAL FLIGHT TEST REPORT I , . 41RCR4F'T TYPE l L 
SER14L NUMBER 


T46 492 
3. CONDITIONS REL4TIVE TO TEST 


• P ROJ EC TIMI SSION NO B, FLIGHT NO/DATA POINTS C. DATE 


FLUITER/G0934 145/PER TIS 15 DEC 86 
D F'RON T COCKPIT (Le/r Seat) E, FUEL LOAO F', JON 


EDM::>NDSON 1240 2591A0 
G. REAR COCKPIT (RIQht Seal) H, START UP GR WT/CG I, WEATHER 


SHAWLER 8896/19.6 l00BKN/50 
J. TO TIME/SORTIE TIME K. CON Fl GURATIONILOAOING L, SURFACE CONDITIONS 


0930/1.7 PER TIS CA.IM 
M. CHASE ACFT/SERIAL NO N, CHA5E CREW o. CHASE TO TIME/SORTIE TIME 


TT~/81TB RICHE/G + 9 00~0/1. 7 
4. PURPOSE OF FLIGHT/TEST POINTS 


11,500 FT 228 KIAS MANUAL RUDDER (HYDRAULIC POWER OFF) - BURSTS 
248 KIAS MANUAL RUDDER (HYDRAULIC POWER OFF) - SWEEP & BURSTS 
258 KIAS MANUAL RUDDER (HYDRAULIC POWER OFF) - SWEEP & BURSTS 


5. RESULTS OF TESTS (Continue on ,eve,u If neoded) 


Col Edmondson 
This was a very unproductive sortie and very little was accomplished because of A) 
The flutter excitation system and B) Ridley Mission Control Center (RMCC) hardware 
failure. The excitation system is a two man operation as it worked today, both 
pilots unanimously agree. The frequency stability was about average, but the 
calibration to dial up a digital setting was off and required pilot compensation. 
The auto sweep mde tended to start well above the start frequency an:l took 10 to 
15 seconds to come down to the start frequency. The beginning error appears to be 
independent of the mode of operation and target frequency. That is, the error 
appears in both the manual and auto mode as wel 1 as at high and low frequency. 
The last 30 minutes of test time were lost to RMCC because of a strip chart. 
Another complication which slowed the mission was relatively low damping (about 
3%) on the tail at 14 Hz. The following specific frequencies were tested on the 
tail in manual rudder power: 


VELOCITY TARGEI' FRmUENCY 
(KIAS) (Hz) 


228 12.9, 14.4, 19.6, 22.2 
248 7.0, 7.5. 1.1. 14.8, 14.5, 19.8, 


21. 4 , 7 . 6 , 12 . 8 
258 14.6, 14.8 


STEVE MATHIS 
Parameter 1323 died early in mission. Parameter 1301 started to display erratic 
behavior mid-mission. Parameter 1305 started to display 2 g static shifts. 
Empennage modes (14.8Hz and 14.6Hz) showed low damping. Post flight data analysis 
will shed some light on situation. In tail mode, vane could not s~ep below 8 Hz. 
This problem needs to be worked. Tail vane was erratic at below 8Hz in both 
manual and automatic modes. No change in A/C envelope. 


6 RECOMM EN D4TIONS 


SIGN 4 TU RE 
DATE 


COMPLETED BY 


AF FTC if:":. 365 PREVIOUS EDITION IS 0850LETE 







DAILY /INITIAL FLIGHT TEST REPORT I ,. AIRCRAFT TYPE I 2. 
SERIAL NUMBER 


T46 492 
3 CONDITIONS RELATIVE TO TEST 


• PROJECT/Ml5SION NO B, FLIGHT NO/DATA POINTS c . DATE 


FLUITER/G0937 147/PER TIS 17 DEC 86 
D FRONT COCK Pl T (Le/I Seat) E. FUEL LOAD F. JON 


SHAWLER 1240 2591A0 
G. REAR COCKPIT (Rlflht Seat) H. START UP CR WT/CG I. WEATHER 


RICHE 8891/19.6 70SCT/50 
J, TO TIME/SORTIE Tl~E K. CON Fl GU RATION/LOADING L. SURFACE CONDITIONS 


0926/1.3 PER TIS 210/01 
.... CH ASE AC f:."T/SERI Al. NO N . CHASE CREW o. CHASE TO TIME/SORTIE TIME 


T33/83TB EDMONDSON/G + 9 0926/1.3 
4. PURPOSE OF FLIGHT/TEST POINTS 


FL!JITER PHASE I 


S. AESUL TS OF TESTS (Continue on reveroe ii needed) 


SHAWLER 
Flutter Points Completed 
1. SAS OFF 258 KIAS tail auto sweep. 


SAS OFF 258 KIAS Burst 14.2, 15.4, 19.0 and 20.9 Hz. 
2. Manual rudder 258 KIAS burst 19 .4. • 
3, Stick raps at 270 KIAS. 
4. SAS OFF 270 KIAS auto sweep. 


SAS OFF 270 KIAS bursts 14.2, 15.2, 19.0 and 20.2. 
5. Manual rudder 270 KIAS auto s~ep. 


Manual rudder 270 KIAS bursts at 14.4, 14.8, 19.4 and 20.0. 
6. Auto sweep 270 KIAS between 5-l0Hz and 10-60Hz. 
Wing flutter vane position not working consequently no wing points completed. The 
aircraft has a very slight right roll off at 270 KIAS with full trim opposing the 
roll. 


MATHIS 
Parameter 1312 erratic; started to die at end of mission. This should be 
replaced. 
Parameters 1317 and 1323 were inoperative. No wing work could be done due to 
failure of 1317. 
Aircraft is c-leared to 250 KIAS. 


6. AECOMM EN OATIONS 


COMPLETED BY SIGNATURE DATE 







DAILY /INITIAL FLIGHT TEST REPORT 
SERIAL NUMe'ER 


492 
3. CONDITIONS RELATIVE TO TEST 


A PROJECTIMIS.!IONNO B. F'LIGHT NOIOATA POINTS 


FLUTI'ER/G0938 148/PER TIS 17 DEC 86 
D. FRONT COCK Pl T (Le/I Seal) E. FUEL LOAD F. JON 


EDMONDSON 1240 2591AO 
G. <IE AR COCKPIT (Rlfhl Seat) H, START UP GR WT/CG I. WEATHER 


SHAWLER 8896/19.6 50SCT/50 
J. TO TIME/SORTIE TIME K. CONFIGURATION/LOADING L. SURFACE CONDITIONS 


1414/1.4 PER TIS CALM 
M. CHASE AC FT/SERIAL NO N. CHA5E CREW O. CHASE TO TIME/SORTIE TIME 


T33A/N83TB RICHE/HERRING 1415/1.4 
4. PURPOSE OF FLIGHT/TEST POINTS 


PHASE ONE FLUTI'ER ENVELOPE EXPANSION AT 11,500 FT, 270 KIAS AND 279 KIAS WITH 
COMPOSITE FLIGHT CONTROLS, SAS OFF 


5. RE SUL TS OF TESTS (Continue on reve,ae 11 neoded) 


Lt Col EDMONDSON: 
Good Mission. We are now 99.9 percent complete of the Phase One envelope revisit 
with composite flight controls. Completed the 270 KIAS points and almost all of 
the conditions at 279 KIAS. The test points included wing and tail frequency 
sweeps from 5Hz to 60Hz as well as manual bursts at the following frequencies: 


VELOCITY 
(KIAS) 


270 


279 


279 


WING FRmUENCY 
(Hz) 


8.8, 12.1, 15.0, 
31.0, 33.8, 31.1, 
33.7 


8 . 4 , 9 . 5 , 11. 9 , 
29.3, 30.0, 31.6 


TAIL FREQUENCY 
(Hz) 


9.6, 14.8, 19.0 
19.2 


14.0, 15.0, 18.5 
19.4 
(Rudder Boost Off) 


MACH NO 
INDICATED 


0.50 


0.52 


0.52 


The flutter excitation system works somewhat better with the "old" integrated 
circuit board-reinstalled in the control panel for today's flight. But it still has 
problans and is still a two man crew operation. The problems include: 
A. SHUT OFF - The vane coast down from shut down signal to motion stop takes too 
long and interfers with the free response decay envelope of the structur.e. 
B. STABILITY - The vane frequency intermittently jumps in frequency and then 
corrects back. 


(continued on next page) 


6. aE;COMM EN DATIONS 
~·1x the flutter excitation system. 


COMPLETED BY SIGNATURE DATE 







C. WAVE FORM - At low frequency, below lOHz, the wave form is not sinusoidal. 


Real time data indicate satisfactory damping at both test speeds for both the tail 
and wing. There are very little data remaining to be gathered in Phase One. One 
average sortie should finish the job. 


MATHIS: 
1. A/C is cleared SAS OFF to 270 KIAS/0.60M. 
2. Vane was acting erractically at shut off. 
3. Card was almost complete. Only outstanding points are manual reversion sweep 
and bursts at 279 KIAS 11,500 ft. 
4. Strain gage on wing vane inoperative. 
5. Both wing vane and tail vane erratic below 8Hz. 







DAILY /INITIAL FLIGHT TEST REPORT 
AIRCRAFT TYPE SERI AL NUMBER 


T46 493 
CONDITIONS RELATIVE TO TEST 


A PRQJEC T/MISSION NO 


FLlJITER/G0940 
B. FLIGHT NO/DATA POINTS 


47/PER TIS 18 DEC 86 
0. ,,-RON T COCK Pl T (Le/I Seel) 


RICHE 
E. FUEL LOAD 


1240 
F. JON 


2591AO 
G. REAR COCKPIT (R/flhl Seat) 


SCHULZ 
H, START UP GR WT/CG 


8693/17.76 
I, WEATHER 


60SCT/30 
J, TO TIME/SORTIE TIME K. CON,,-IGURATION/LOAOING L, SURFACE CONDITIONS 


1417/1.4 PER TIS 230/05 
M, CHASE ACFT/.SERIAL NO 


T33/83TB 
N, CHASE CREW 


EDMONDSON/G + 9 
0, CHASE TO TIME/SORTIE TIME 


1417/1.4 
4, PURPOSE OF FLIGHT/TEST POINTS 


FLU'ITER ENVEI.DPE EXPANSION TO 280 KCAS/0.6M 


S. RE SUL TS OF TESTS (Continue on rever•e ii needed) 


MAJ RICHE 
Stick raps (lateral/longitudinal) at 196, 216, 226 and 246 KIAS (SAS OFF and ON 
except 246 - SAS OFF only) 
Speedbrakes and stick raps at 255, 265, 275 KIAS, SAS OFF 
Aircraft flew well. All data obtained. Aircraft cleared to 270 KIAS. Handling 
characteristics appear similiar to T-1. 
Aileron trim effectiveness minimal at 170 KIAS. No roll off with full left 
ai 1 eron trim. Six degrees right ro 11 in 30 seconds with ful 1 right trim. At 275 
KIAS, no roll off observed with full left trim. Ful 1 right trim produced 
approximately 12 degrees of bank in 15 seconds. 


MAJ SCHULZ 
GROUND OPERATIONS - Easy to accomplish, but to see in the nose wheel well, you 
must lie on the ground which will be objectionable in wet weather. 
TAXI - The nosewheel steering seemed to be more sensitive than on aircraft 492, 
and it was difficult to taxi in a straight line without over controlling. I found 
it much easier to taxi with the nosewheel steering disengaged. 
TAKEOFF - Pitch rate during the takeoff portion of touch and go's was rapid. 
GEAR WARNING LIGHT - The lights in the gear handles were very difficult to see 
under all conditions. 
PATTERNS AND LANDINGS - Normal overheads (right and left) from 1500 ft required 
idle power most of the way around the final turn. On both simulated single engine 
overhead patterns (no flaps, speedbrakes out, 130 KIAS final turn, 110 KIAS 
final) I overshot. 120 KIAS in the final turn would probably be easier to handle. 
I also flew a simulated single engine straight in. On this approach, whtle 
slowing from 120 KIAS to 110 KIAS, the aircraft required a significant back stick 
input to arrest. Yaw due to asymmetic thrust on all simulated single engine 
patterns was minimal. 


(continued on next page) 


6. RECOMMENDATIONS 


COM PL ET ED BY SIGNATURE 
DATE 







MATHIS: 
A/C T-2 displayed similiar damping trends as T-1 up to 275 KIAS. T-2 has same 
envelope as T-1, 270 KIAS 0.6M. When T-1 is cleared to 280 KIAS T-2 will 
automatically be cleared to 280 KIAS. 
Mission ran effeciently. 







DAILY/INITIAL FLIGHT TEST REPORT 
AIRCRAFT TYPE 


T46 
CONDITIONS RELATIVE TO TEST 


A DROJECTl"-CISSION NO B. FLIGHT NO/DATA POINTS C. DATE 


Iar&E/G0943 48/PER TIS 19 DEC 86 
D. f'RON T co CKPI T (Leff Sear) E. f'UEL LOAD F. JON 


EDM:)NDSON 1240 2591A0 
G. RE"R COCKPIT (Rlfht Seat) H, START UP GR WT/CC I. WEATHER 


MANKE 8711/17.52 100SCT/4F 
J. TO TIME/SORTIE TIME K. CONl'IGURATION/LOADING L. SURFACE CONDITIONS 


0936/1. 7 PER TIS 020/02 
M, CHASE AC~T/SERIAL NO N. CHASE CREW O. CHASE TO TIME/SORTIE TIME 


T33/83TB SHAWLER/HERRING 0936/1. 7 
4. PURPOSE OF FLIGHT/TEST POINTS 


HIGH ALTITUDE SIMULATED INSTRUMENT HANDLING QUALITIES 
UHF AND VHF RADIO CHECKS 
LATERAL TRIM EVALUATION 
PATTERNS AND LANDINGS 


S. RESULTS OF TESTS (Continue on rever•e If needed) 


MANKE 
A. Marginal power capability to perform the syllabus training maneuvers at 
30,000'. Discovered a smal 1 ''hitch" or ''hangup" in the stick longitudinally. 
Could be easily overcome but made precise handling certain regimes difficult. 
Hitch was only noticeable at high altitudes (30,000), and slow speeds (below 160 
KIAS). 
B. Attempted to contact and get radio checks from area facilities. Success was 
limited at best. Could not raise most of the facilities. Need to rework our 
approach to doing these radio evaluations. Using a corrnnunications van has 
potential. 
C. Lateral trim was ineffective in rate and authority. Rolloff checks with full 
lateral trim revealed aircraft would roll in proper direction below 200 KIAS but 
very slowly. At 250 KIAS aircraft rolled right 15 degrees in 9 seconds, but did 
not roll left at all with full left trim. 
D. Simulated single engine patterns. Considerable rudder required to coordinate 
aircraft on final. Would like more elevator trim authority in flare. 


6. RECOMMENDATIONS 


COMPLETED BY SIGNATURE CATE 







DAILY /INITIAL FLIGHT TEST REPORT 
AIRCRAFT TYPE SERIAL NUMBER 


T46 492 
CONDITIONS RE'LATIVE TO TEST 


A °'ROJECT/MIS!ltON NO 8. F'LICHT NO/CATA POINTS C. DATE 


FLtJITER/G0953 150/PER TIS 22 DEC 86 
0 FRONT COCK Pl T (Le/I Seel) E. FUEL LOAO F, JON 


SHAWLER 1240 2591AO 
G ... EAR COCKPIT (Rllhl Se111) H. START UP GR WT/CG I. WEATHER 


SCHULZ 8888/19.7 CLEAR 
J TO TIME/SORTIE TIME K. CONFIGURATIONILOAOING L, SURFACE CONOI TIONS 


1425/1.1 CLEAN CALM 
M. CHASE ACF"T/5ERIAL NO N. CHASE CREW O. CHASE TO TIME/SORTIE TIME 


T33/83TB EDMONDSON/MINK 1425/1.1 
4. PURPOSE OF FLIGHT/TEST POINTS 


FLU'ITER PHASE ONE H-Q AT 270 KIAS, 11,500 FEET 


5. RESULTS OF TESTS (Continue on reve,ae ii needed) 


SHAWLER: 
1. Phase One Flutter complete to 279 KIAS. 
2. Points completed: 279 KIAS, 11,500 feet tail burst M.R. 19.8, 19.6, 19.7, 14.2 
and 14.4 Wing Burst 13.8, 32.4 and 34.5. 
3, Auto Sweeps: 279 KIAS, 11,500 feet 


Tail SAS Off 5 - 10 HZ and 10 - 60-HZ 
4. Flutter excitation system still has problems. 
5. Handling qualities completed at 270 KIAS, 11,500 feet. 


MAJ SCHULZ: 
TAKE OFF: I attempted to rotate at 95 KIAS. Pitch rate was rapid. 
TRIM: Elevator trim was very effective. At 279 KIAS a very smal 1 trim activation 
made a significant change in stick forces. Overall, it was easy to keep the plane 
trimmed. 
STRAIGHT-IN (110 KIAS, 20 degree flaps, speedbrakes out): I deliberately delayed 
the descent in order to fly a steep final, but we developed a sink rate that 
resulted in arriving on a normal glide path early. About two-thirds of final 
was flown on a normal glide path. 
NORMAL OVERHEAD: No problems noted. 
SIMULATE SINGLE ENGINE OVERHEAD: I used 130 KIAS in the final turn and 110 KIAS on 
final. Configuration was flaps up and speedbrakes out when landing was assured 
(short final), Power was idle all the way around the final turn, and most of the 
way down final. Yaw due to asymmetric power was minimal. 
Landings and go-arounds were easy to perform (calm winds). 


6. RECOMMENDATIONS 


COMPLETEO BY SIGNATURE DATE 







DAILY /INITIAL FLIGHT TEST REPORT 
AIRCRAFT TYPE 


T46 
SERIAL NUMBER 


493 
CONDITIONS RELATIVE TO TEST 


A 0 ROJECT/l,,,4ISSION NO B, FLIGHT NO/DATA POINTS C, DATE 


Ior&E/G0957 49/PER TIS 23 DEC 86 
D. FRONT COCKPIT(Le/lSe•tJ E, FUEL LOAD F. JON 


SHAWLER 1240 2591A0 
G. RE"R COCKPIT (Rlihl Seel) H. START UP GR WT/CG I. WEATHER 


MANKE 8720/19.71 90 BKN 
J. TO TIME/SORTIE TIME K, CONFIGURATION/LOADING L, SURFACE CONDITIONS 


0906/1.2 CALM 
t--4. CHASE •CF'T/SERIAL NO N. CHASE CREW O. CHASE TO TIME/SORTIE TIME 


A-311090 STEWART/PHaIO 
4. PURPOSE OF FLIGHT/TEST POINTS 


or&E SIMILAR FORMATION 
A. WINGIDRK, ffiOSSUNDERS, ECHELON TURNS 
B. PITCHOVERS AND REJOINS 
C. CHASE 
D. FORMATION APPROACHES AND LANDING 


S. RE SUL TS OF TESTS (Continue on rever•e 1/ needed) 


CAPT MANKE: 
A. Wingwork - Aircraft handling qualities in fingertip are excellent. Power 
response is much better than in the T-37, The aircraft is very stable on the wing 
in pitch, roll and yaw. Use of speedbrakes on the wing produces a slight pitch 
"bobble", but is very control lab le. The most difficult facet of wingwork is 
trying to fly cross-cockpit on the wiflg. The canopy bow restricts visibility on 
the "nonnal" fingertip line forcing the pilot to fly well in front or wel 1 behind 
the line in order to keep the lead aircraft and aircrew in sight. 
B. Pitchouts and Rejoins - Excellent in all respects except lead aircraft 
visibility. The crew member "outside" of the turn in a turning rejoin can't 
monitor the progress of the rejoining aircraft because the engine inlet am wing 
obstruct the view. 
C. Chase - Excellent in all respects except for lead aircraft visibility. The 
leader has a huge blind spot (5-7 o'clock) which makes monitoring a wingman in 
chase or trail nearly impossible. The mirrors could be improved. 
D. Fonnation Approaches and Landing - Aircraft is rock solid in the lead and on 
the wing. Gear, flaps and speedbrakes were easy to use on the wing and created 
little if any position deviations. 


SHAWLER: 
The T-46 in formation is absolutely superior in all aspects. It is rock solid 
while flying approaches and configuration changes are extremely easy. This is one 
of the easiest aircrafts to fly fonnation with that I have ever flown. 
The only negatives are the visibility to the rear, and cross-cockpit visibility. 
The cross-cockpit visibility, due to the canopy bow requires flying too far 
forward or too far to the rear to see properly. 


6. RECOMM EN DA TIO NS 


Make the mirrors larger. Experiment with relocating the mirrors. Experiment with 
convex mirrors. 


COMPLETED BY SIGNATURE DATE 







DAILY /INITIAL FLIGHT TEST REPORT 
AIRCRAFT TYPE 


T46 
SERIAL NUMBER 


492 
3. CONDITIONS RELATIVE TO TEST 


A PRO.JECT/MISSION NO B, FLIGHT NO/DATA POINTS C. OATE 


FORMATION/G0957B 151/PER TIS 23 DEC 86 
0. FRONT COCK Pl T (Le/r Sear) E. FUEL LOAO F. JON 


EDMJNDSON 1240 2591AO 
G. <>EAR COCKPIT (Rllhl Seal) H, START UP GR WT/cc I. WEATHER 


CAMPANO 8888/19.71 90BLN 
J. TO TIME/SORTIE TIME K. CONFIGURATION/LOAOING L, SURFACE CONOITIONS 


0906/1.2 PER TIS CALM+30 
M, CH 4.SE AC F'T/SERI AL NO N. CHASE CREW O. CHASE TO TIME/SORTIE TIME 


T-37/090 STEWART/PHOID 0906/1.2 
4. PU RPO SE OF FLIGHT /TEST POINTS 


OI'&E FORMATION. FINGERTIP PITCHOUT AND AILERONS, ECHELON TURNS, CHASE, FORMATION 
APPROACH, LOW APPROACH AND FORMATION LANDING. 


S. RESULTS OF TESTS (Conlinuo on rever•o 1/ needed) 


MAJ CAMPANO: 
Overall handling qualities seem very good. Did not notice any uncomfortable or 
undesireable characteristics. Pitch sensitivity was not a problem an:i was better 
than the T-38, etc. 
Visibility (both lead and wing) has some problem areas. The leader cannot 
adequately view the wingman from cross-cockpit. The mirrors are minimal help and 
need to be enlarged to offer a bigger field of view. A comfortable wing fingertip 
position is difficult to select as the high wing possesses an obstacle for clear 
viewing from the wing aircraft to see the lead pilot. May need to fly a "non
standard" position of aft and low for best visibility. 
Formation approaches and landing seemed quite solid and stable. Pitch moments 
from gear speedbrake and flap transients were minimal, an:i did not disrupt 
fingertip. Al though more thrust ( low drag) would be an overal 1 aircraft 
improvement, I felt the relative power response was adequate. 


LT COL EDMONDSON: 
'Ibis was the first formation flight with two T-46's. Previous formation work has 
been done with dissimiliar aircraft i.e. the T-33 and T-37, From the previous 
dissimiliar formation work we already knew the T-46 was good in formation, but 
today's flight with similiar aircraft convinced me it is even better than we 
expected. Not to over state the situation, I can only say it's great. Definitely 
in the category of the easiest formation aircraft I have ever flown. Closed loop 
handling qualities are excellent in all axis. Performance is somewhat lacking, 
that is, it is under powered, but this has little effect on formation, and is 
nothing new. The only negative aspect of formation in this aircraft is 
visibility. The high wing coupled with side by side seating make some tasks quite 
difficult for some occupants. For example, the lead aircraft in a turning rejoin 
can see the wingman only from the inside seat position. The cross-cockpit lead 
pilot can't see a thing. Some accomodation for optimum position will have to be 
worked out during OI'&E. 


6. RECOt.4M EN CATIONS 


COMPLETED BY SIGNATURE DATE 
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