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would speak daily to remind the senate
of our failure to ratify a number of ma
jor human rights conventions of the
United Nations. It has now been 1,519
days since my pledge and we have yet to
ratify three of these important conven
tions.

What do these conventions propose
that is so controversial that we have
been unable to reach agreement on
them?

The Genocide Convention would out
law the terrible international crime of
genocide. This treaty was unanimously
apprOved by the General Assembly of
the United Nations.

A second treaty would prohibit forced
labor.

The 00nvention on the Political
Rights of Women guarantees women all
their political rights.

Obviously these treaties guarantee to
all the world's people the basic rights
which Americans are guaranteed in our
Constitution. Yet we in the senate have
not ratified these important interna
tional documents.

A major hurdle was cleared late dur
ing the last session of Congress when the
senate Foreign Relations Committee re
ported favorably to the fioor of the Sen
ate the Genocide Convention. Due to the
extremely heavy work load at that time,
this convention was never brought UP
for consideration by the Senate. 1 hope
the Foreign Relations Committee will
again report this convention to the fioor.

It is long past time for us to consider
ratification of all of these conventions.
Certainly we should not allow the oppor
tunity to pass without action on the
Genocide Convention. Favorable action
on the Genocide Convention would be a
giant step in the right direction.

ABOUT THE CONCORDE
Mr. GOLDWATER. Mr. President, in

light of the coming debate over whether
the United States should abandon the
SST and relinquish its lead and superior
ity in the manufacture of aircraft, both
subsonic and supersonic, we should begin
to put things in their proper context.

This whole question of whether we are
to go ahead with an American SST has
been vastly complicated by arguments
having to do more with the ecology and
economics than with air travel.

Because of this, it is becoming more
important for us to obtain direct in
formation on the problem of supersonic
travel from acknowledged experts. One
such is Mr. Robert Hotz who recently
wrote a very important editorial in the
magazine Aviation Week and Space
Technology entitled "The Concorde Is
Coming." Because 1 believe this editorial,
which appeared in the February 8, issue
of the magazine, should be read by every
Member of this body 1 am asking that it
be placed in the RECORD at this point in
my remarks. The Members will find that
Mr. Hotz states in a few words the truth
about the testing of the Concorde-
truths that were overlooked in the clos
ing days of the last Congress.

There being no objection, the edi
torial was ordered to be printed in the
RECORD, as follows:

CONCORDE Is COMING

The Anglo-French Concorde supersonic
transport has emerged in 1971 as a new fac
tor In the International airline equation for
the next decade.· Atter more than a decade
of technical development, It has fiown
through Its crucial filght test envelope to
prove that the concept of a supersonic trans
port Is sound and Its Increased productivity
olfers an Interesting profit potential.

The tllght test program of the French pro
totype 001 and Its British counterpart 002
during the winter of 1970-71 has proved that
the production versions of the Concorde can
deliver their guaranteed payloads over non
stop ranges Including London and Paris to
New York and key transpacific stage lengths.
A solid technical base for Concorde produc
tion has been demonstrated by the Initial
test program. A variety of airline pilots and
safety board examiners have fiown the Con
corde prototypes through the supersonic re
gime and found no special handling prob
lems even With simulated double engine
failure. The recent Incident of an air Intake
ramp door tearing loose at Mach 2 and going
through the Olympus engine without any
further Incident than an engine shutdown
and a three-engine return to base Is an exam
ple of both the Concorde's durab1l1ty and
docll1ty.

Much detailed test fiylng remains to be
done to isolate the many problems that de
velop only with experience in the air. When
It enters airline service In the 1974-75 period,
Concorde will be the most thoroughly tested
transport In history. It will have amassed
nearly 4,000 hr. of filght testing Including
certification to U.S., French and British
standards and 1,000 hr. of actual route fiy
Ing by airline pilots. BOAC, Air France and
Pan American pilots will probably begin this
route simulation this spring using the pro
totypes to get an early start on adapting
Concorde's performance to airllne patterns.

Next step will involve working out the de
tailed equation of fares, ut1l1zatlon and pas
senger appeal that are a necessary prelim
Inary to the firm contract negotiations be
tween the Concorde manufacturers, British
Aircraft Corp. and France's Aerospatlale. and
the key bellwether alrllnes, BOAC, Air France
and Pan American for the Atlantic and
Qantas and Japan Air Lines for the Pacific.
This should begin by summertime.

Concorde was the first supersonic trans
port program to take shape more than ten
years ago. It triggered both the Russian and
American efforts to get into this market.
This has been both an advantage and a prob
lem for Concorde. By using basic. well-proved
state-of-the-art aerodynamics, propUlsion.
avionics and materials. it built on a sound
technical base. But in the decade ot Con
corde development, technology has advanced
rapidly in all areas, opening wide possibil
ities of improvement for a second generation
SST.

Similarly, Concorde's early start has given
it a significant lead over its most poten
tially serious commercial competitor, the
Boeing 2707. At the very time that U.S. polit
ical resolve to back its SST program Is waver
ing, the Anglo-French governmental sup
port tor Concorde appears to be gathering
strength.

The gap between Concorde's entry Into
alrllne service and the appearance of a U.S.
supersonic transport on the market is an ex
tremely significant factor In Anglo-French
economics. For the longer the Concorde en
joys a western world monopoly on super
sonic service on the Blue Ribbon high-den
sity routes across the Atlantic and Pacific,
the more aircraft its makers will sell and the
more money its airline customers can har
vest from Its slender cabin. At the moment,
a solid five-year gap 18 flrming and any fur
ther sllppage of the U.S. program would
provide an additional bonus for Concorde.

Concorde technology was also pretty firmly
committed long before the environmental

Issue arose and adapting to the operational
temper of the tImes w111 pose some problems.
The sonic boOm Is the least of these. Super
sonic tests over a prevlsely instrumented
range In western EI1gland have dispelled
many of the boom superstitions with facts.
The historic cathedrals are undisturbed by
Concorde though the measuring instruments
showed alarming vibrations from their local
organ peals.

A cow may have been frightened by a Con
corde boom Into an unwarranted romp that
aborted Its calf, but thunderstorms, trains
and a small boy throwing stones could have
produced the same result.

Nor will Concorde emit a sonic boom over
any land on its currently contemplated alr
line routes. Heavy smoke trails from the early
Olympus engines are unacceptable and are
being eliminated in the production aircraft.
Less amenable to solution is the ground side
line noise from the afterburnlng Olympus.
Palliatives appl1ed to date leave Concorde
ground noise somewhat above currently ac
cepted standards.

Nevertheless, with all of its anticipated
and unanticipated operational and economic
problems, Concorde Is now coming on strong
as a. contender for the Blue Ribbon trafllc of
the mld-1970s and already Is the strongest
challenger to American domination of the In
ternational transport market In history.

THE CLOTURE RULE
Mr. RffiICOFF. Mr. President, for

nearly 5 weeks now, we have been de
bating Senate Resolution 9 to relax the
cloture rule of the U.S. Senate.
.1 support this resolution and have twice
voted this year to end the present filibus
ter. Two motions to end this filibuster
have been defeated. But 1 share the de
termination of the other supporters of
Senate Resolution 9 to persist during this
session of the 92d Congress until the clo
ture rule permitting filibustering is mod
ified. There will be a third attempt to end
the debate tomorrow and 1 shall again
cast my vote in favor.

The merits of the case are compelling.
Since 1917, 54 years ago, Senate rule
XXII has permitted debate to be end
ed-cloture--only if two-thirds of the
Senators agree. On 49 occasions during
these years, efforts have been made
after extended debate to apply cloture to
a variety of vital legislative matters.
Cloture has been voted only eight times.
In addition, on numerous other occasions
the threat of a filibuster, implict, in rule
XXII, has resulted in constructive leg
islation being weakened, if not aban
doned.

Rule XXII. with its two-thJrds cloture
formula, is unworkable. It creates a.
major barrier to the rational and effec
tive conduct of the business of the Senate
in its efforts to legislate.

Senate Resolution 9 proposes a modest
change. It would reduce the requirement
for ending debate from two-thirds to
three-fifths of senators present and vot
ing. If a three-fifths formula had pre
vailed. Mr. President, cloture would have
succeeded on several critical issues dur
ing the past years including the electoral
college reform amendment last Septem
ber. Exactly 60 percent of senators pres
ent and voting supported cloture on that
measure.

The resolution to modify rule XXII,
Mr. President, would establish no radical
change. It would not alter the essential
and desirable character of the Senate as
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a deliberative body. It would not jeop
ardize the opportunity for extended de
bate. It would simply afford a large
majority of Senators after a matter is
discussed thoroughly for several weeks
the ability to say: "Enough. We have
heard all the arguments. We have had
time to discuss the matter and think
about it. Now let us vote."

I think this is fair. I hope my col
leagues who have been reluctant to join
in a modification of the cloture rule will
now agree. The time has come to end a
situation in which undue power to ob
struct legislation is placed in the hands of
a relative few.

THE 50TH ANNIVERSARY OF DIS
ABLED AM:ERICAN VETERANS

Mr. EAGLETON. Mr. President, I am
pleased to have this opportunity to pay
tribute to the Disabled American Veter
ans on this observance of the 50th an
niversary.

Many of us in this body speak from
time to time about the barbarities of
war and the urgency of finding a better
method of settling international dis
putes. And I believe rightly so.

But sometimes we tend to forget that
no one knows more intimately the hor
rors of war than those of our fellow
citizens who bear its physical and emo
tional scars.

This occasion serves to remind us that
our dedication to the ending of war must
be matched by our dedication to the care
and rehabilitation of those who have al
ready borne personnally the burden of
war.

The DAV has a proud record of 50
years of service to disabled veterans. It
has been invaluable in assisting Congress
in discharging the Nation's obligations
to these men.

Mr. President, I salute the DAV-and
in particular its 8,000 members in Mis
souri-for their outstanding service to
our country both in war and the after
math of war.

IN PURSUIT OF TRUTH
Mr. GOLDWATER. Mr. President, it

grieves me to say that I do not believe
there has been an advancement sug
gested in American technology or Amer
ican aviation that has been so grossly
distorted as the recommendation for the
production of an SST prototype for the
United States.

I do not wish at this time to go into all
the mistatements, Innuendos, and out
right lies which have been recorded by
some of the enemies of the SST program.
I will merely point out that many news
papers throughout the country last year
carried scare stories to the effect that
supersonic flights might cause an epi
demic of skin cancer throughout the
world.

This unsubstantiated and fantastic
suggestion was used effectively br crttlcs
of the SST at a time when it was heading
toward a decisive vote in the Senate.

Because of the zest with which the SST
CXVll--279-Part 4

opponents grab and distort any problem
that arises in connection with supersonic
planes being developed abroad, I want
to call the Senate's attention to an ar
ticle in Aviation Week & Space Tech
nology of February 8 which tells of a dif
ficulty encountered January 26 on the
122-0 test flight of the French Concorde
prototype 001. The problem arose when
a ramp door tore loose from the aircraft
and was ingested by one of the engines.
The pilot shut down the engine and ef
fected a perfect landing without diffi
culty.

Mr. President, I realize that problems
such as the one I just mentioned provide
grist for the propaganda mills of the SST
critics. For this reason I should like the
entire article entitled "Concorde off
Flight Status for Modification" to be
printed in the RECORD at this point in my
remarks. I intend to continue telling the
truth, not only about the American SST
but also about the experiences of the
British and French Concorde and, where
we can obtain the truth, about experi
ences of the Russian SST prototype
called the TU-144.

There being no objection, the article
was ordered to be printed in the RECORD,
as follows:

CONCORDES OFF FLIGHT STATUS FOR
MODIFICATIONS

PARIS.-Both Concorde supersonic trans
port prototypes wlll be grounded until the
end of this month for modifications, inclUd
ing strengthening of the barn door auxlllary
intake ramps. Action came after the ramp
unit on the No.4 engine tore loose from the
French-bUilt 001 prototype during a re
cent Mach 2.0 test.

Parts of the ramp mounting were ingested
by the Rolls-Royce/Brlstol-Snecma Olympus
593 engine, forcing the crew to shut it down.
The ramp door also damaged the nacelle as
it was ripped away.

The aircraft commander, Andre Tunrcat,
director of filght test at France's Aeropatlale,
fiew the prototype back to its home base
at Toulouse on three engines and landed
without further incident. Single- and multi
ple-engine failures have been simulated of
ten dtiring Mach 2.0 tests (see p. 48).

The incident occurred Jan. 26 on the 122nd
flight of the 001 prototype. Aerospatiale of
ficials acknowledged the incident two days
later. The filght was the second since the
aircraft had been grounded for modifica
tions to reduce drag and improve the pres
sure seal of the nacelles (AW&ST Jan. 18,
p. 16).

On the first filght after grounding, the
001 logged 2 hr. 33 min., with 1 hr. 20 min.
spent at supersonic speed. Highest speed
reached was Mach 2.05. On the second flight,
the aircraft logged a total ot 2 hr. 32 min.,
with 1 hr. 2 min. spent at supersonic speed.
Aircraft performance had been evaluated at
Mach 1.5 and 1.8 before accelerating to Mach
2.0. The intake ramp tore loose shortly after
Mach 2.0 speed was reached.

Officials at both Aerospatiale and British
Aircraft Corp., the other partner in the An
glo-French program, said grounding would
not seriously alIect the pace of the current
Concorde test phase. Both 001 and 002 pro
totypes are being used to gather MaCh 2.0
data for contract performance guarantees.

Mach 2.0 data obtalned so far is good qual
ity and may be sufficient for performance
computations, according to one observer.
BAC officials said the two companies have
enough Mach 2.0 data for the Feb. 18 Con
corde program review by Frederick Corfield,
British Mlnlster of Aviation Supply, and Jean
Chamant, recently named French minister of
transport.

This, coupled with the fact that flying
weather generally is bad in February,
prompted BAC to extend the 002 grounding
to include revisions other than intake modi
fications. Prototype 002 has flown a total of
73 flights, logging 146 hr. A total of 26 hr.
39 min. has been at supersonic speed.

Some new instrumentation will be in
stalled on the 002, and two engines wlll be
replaced. Both engines have old style car
bon chrome steel washers on the main bear
Ing bevel gear. Metal trom the washers was
found in the No.1 engine 01l1llter on the 002
prototype late last year (AW&ST) Sept. 28,
1970, p. 23). New washers of harder steel are
now being used.

One engine on 001, which is equipped with
the old style washer, also wlll be replaced.

Test schedule for the immediate future
With 001 is in a state of fiux due to the
grounding. After Mach 2.0 performance test,
the aircraft had been schedUled to make a
roundtrip flight from Paris to Dakar, Sene
gal, to simulate a North Atlantic crossing.

The aircraft was schedUled to depart from
the Bretigny flight test center near Paris,
fly 2,300 mi. to Dakar and return in the
same day. The aim would be to fiy the profile
an operational aircraft would fly on the
Paris-New York route. The Paris-Dakar flight
with the prototype is roughly equivalent to
a Paris-New York flight with production Con
cordes which wlll have improved perform
ance.

Prototype 001 also is scheduled to make
some Mach 2.0 sonic boom tests and take air
craft registration officials and airllne crews
on demonstration and famlllarization flights.

DEATH OF GUY "RED" MACKEY
Mr. BAYH. Mr. President. last Mon

day my State of Indiana lost one of its
outstanding men, Guy "Red" Mackey.
Red was the dean of Big Ten Athletic Di
rectors and was associated with Purdue
University as student, coach and admin
istrator for 45 years.

Mackey was born at Glasgow, Ky., De
cember 14, 1905, but called New Albany,
where he graduated from high school in
1925, home.

Mackey began his career at Purdue as
a student in the university's agriculture
school, but he spent most of his time on
the football field.

He won outstanding plaudits for his
brilliant playas a defensive end on Boil
ermaker teams from 1926 to 1928.

From the days as a player, Mackey
could be described as growing up with
the modern Purdue athletic system. He
became an assistant freshman football
coach on the Purdue staff following his
graduation in 1929. Three years later he
was promoted to the varsity staff as an
assistant.

Mackey was made an administrative as
sistant to athletic director Mal Elward
in 1941 and stepped up to the top spot
in the Boilermaker athletic setup a year
later when Elward entered the naval
service.

The smiling, affable and hard-working
redhead stimulated athletic department
business and plant improvements to the
point that Purdue is one of the top
rated, most soundly run intercollegiate
athletic programs in the country.

One of his friends, Bob Collins, wrote
his reminiscences of Red in his column
in the Indianapolis Star on February 25.
His conclusions capture the feelings that
we of Prude and all who knew Red share
at his passing. I ask unanimous consent
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