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FOREWORD

This document is submitted by the Space and Information Systems
Division (S&ID) of North American Aviation, Incorporated, to the National
Aeronautics and Space Administration Manned Spacecraft Center in partial
fulfillment of the final reporting requirements of Contract NAS9-5017,
"Preliminary Definition Study for Utilization of CSM for AES."

Reports being submitted under the subject contract are listed below.
Data resulting from subcontractor studies or provided by other sources
external to S&ID are included in the appropriate volumes. The reader is
urged to refer to other documents 1n the final report series for further
information not contained 1n this document,

Report No. Title
SID 65-1145 Master Program Plan (Preliminary)
SID 65-1146 Manufacturing Plan (Preliminary)
SID 65-1147 Facilities Plan (Preliminary)
SID 65-1148 General Test Plan (Preliminary)
SID 65-1150 Configuration Management Plan (Preliminary)
SID 65-1151 Baseline Ground Operations Requirements Plan
SID 65-1517 Program Summary
SID 65-1518 Technical Summary
SID 65-1519 Subsystems Summary
SID 65-1520 Guidance and Control System
SID 65-1521 Communications and Data System
SID 65-1522 Instrumentations, Displays, and Controls
SID 65-1523 Environmental Control and Life Support Systems
SID 65-1524 Thermal Analysis
SID 65-1525 Power Generation and Distribution Systems
SID 65-1526 Cryogenic Storage System
SID 65-1527 Service Propulsion System
SID 65-1528 Reaction Control System
SID 65-1529 Spacecraft Design Summary
SID 65-1530 Structural Loads and Criteria
SID 65-1531 Structural Analysis
SID 65-1532 Mass Properties
SID 65-1533 Earth Recovery System
SID 65-1534 Systems Analysis Summary
SID 65-1535 Reliability Summary
SID 65-1536 Experimenters Design Guide
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ABSTRACT

THIS REPORT PRESENTS THE RESULTS OF THE PRELIMINARY DEFINITION PHASE STUDY
OF THE AES SERVICE PROPULSION SYSTEM. THE STUDY APPROACH CONSISTED OF COMPARING
THE AES AND APOLLO MISSION PROFILES AND PROPULSION PERFORMANCE REQUIREMENTS
TO DEFINE DIFFERENCES. A TRADEOFF STUDY WAS PERFORMED TO DETERMINE WHAT IS
THE MINIMUM MODIFICATION TO OFF LOAD PROPELLANT.

THE RECOMMENDED AES SPS IS ESSENTIALLY THE SAME AS THE APOLLO BLOCK II SPS
WITH THESE EXCEPTIONS: (1) ADDITION OF A ZERO GRAVITY LEAK DETECTION HELIUM
AND PROPELLANT GAGING SYSTEM, (2) PROVISION FOR EXTERNAL NITROGEN SERVICING
FOR THE SPS ENGINE, (3) A CHANGE OF THE HELIUM PRESSURIZATION SYSTEM TO ELIMINATE
BACKFLOW LEAKAGE OF PROPELLANT TO THE REGULATORS, AND (4) A MINOR RFARRANGEMENT
OF THE NON-FLOW COMPONENTS OF THE HELIUM PANEL TO PERMIT CHANGES IN THE PANEL
CONFIGURATION REQUIRED BY AES SM SPACE ALLOCATIONS.

FOR MISSION REQUIRING LESS THAN 21,000 POUNDS OF PROPELLANT, A CONFIGURATION
WHICH DELETES THE STORAGE TANKS AND POSSIBLY ONE HELIUM TANK IS RECOMMENDED.
THIS CONFIGURATION RESULTS IN A SAVING OF 586 POUNDS IF BOTH BLOCK II HELIUM
TANKS ARE RETAINED OR 864 POUNDS IF ONE HELIUM TANK IS DELETED. THE DELETION
OF ONE HELIUM TANK WITH 21,000 POUNDS OF PROPELLANT RESULTS IN A 10 PERCENT
DECAY IN CHAMBER PRESSURE AND HENCE THRUST OVER THE LAST 30 SECONDS OF THRUST.
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TNTRODUCTION

This report presents the results of the Preliminary Definition Phase
(PDP) study of the use of the Apollo Block II service propulsion system (SPS)
for the Apollo Extension System (AES) program. It includes a statement of
AES requirements for the system based on four representative reference missions,
a preliminary evaluation of the capability of the Block II SPS to meet these
requirements, and a description of the system design changes required. The
study ground rules required that the Apollo Block II SPS be used with minimum
change., It was also assumed that the Block II system will have been fully
qualified for the performance and envirommental requirements of Apollo lh-day
earth orbital and 10-day lunar missions.

The study approach consisted of comparing the- AES and Apollo mission
profiles and propulsion performance requirements to define differences. The
most significant difference is the AES increase in mission duration to 45 days.
This required study emphasis of long term space environmental exposure effects
and the definition of system changes for coast life extension. These factors
involved both materials 1life in the space envirorment and a reassessment of
SPS propellant and helium fluid leakage implications.

. The comparison of performance requirements revealed no differences
between the AES and Apollo missions except that a large number of AES earth
orbit missions require only a fraction of the Block II propellant capacity.
Since a study ground rule required that potential weight savings be identified,
a trade-off study of reduced tankage configurations was conducted and resulted
in a recommended alternate design to be used on these missions.

The report is organized in a manner which follows the chronological order
of the study. The AES propulsion requirements are developed together with a
definition of the Block II SPS capabilities. Since numerous design changes
have been made to the Block II SPS, Appendix A contains a Block II specifica-
tion revised to reflect all changes which occurred up to 1 October 1965. The
SPS trade-off analyses and envirommental effects studies are summarized.
Finally, a concise description of the AES SPS is presented.

For a description of other subsystems which interface with the SPS, the
reader is referred to the reports listed in the Foreword. The Subsystems
Summary report, SID 65-1519, provides a brief description of the contents of
all subsystem reports.

SID 65-1527
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I. AES REQUIREMENTS

The requirements imposed on the service propulsion system (SPS) by the
AES program are derived from the characteristics of four representative
AES reference missions. A more detailed description of these reference
missions is contained in the Systems Analysis report, SID 65-1534. These
missions, briefly described below, were used as the basis for all analysis
and trade-offs conducted during this study. As can be seen from the
reference missions, it is mandatory to retain the Block II SPS tankage
as the basic AES configuration. Several other missions, which have been
defined only in a preliminary manner, require considerably less SPS pro-
pellant than the Block II and logically lead to an alternate selection of
a reduced propellant tankage configuration.

Maximum duration of the reference missions is 45 days, whereas the
Block II requirement is a maximum of 14 days. The longer duration places
more stringent requirements on the SPS. The longer exposure to propellants
and combined enviromments is an area that requires extensive analysis and
eventually demonstrated capability by test.

AES MISSION REQUIREMENTS

The requirements imposed on the SPS by the AES program are derived from
the characteristics of the four AES reference missions.

REFERENCE MISSION NUMBER 1

The mission experimental phase is conducted in a 200 nautical mile,
earth polar orbit with a three man crew. The total flight duration is
forty-five days. The SPS is used for two maneuvers with ideal velocity
requirements as noted:

Final orbit injection 176.3 fps
De-orbit 360.1 fps

REFERENCE MISSION NUMBER 2
The mission experimental phase is conducted in a synchronous (19,321
nautical mile altitude) equatorial earth orbit with a three man crew. The

total flight duration is forty-five days. The SPS is used for two maneuvers
with ideal velocity requirements as noted:

Final orbit injection 0 to 3000 fps (SC weight dependent)
De-orbit L905 fps

. s e B ONRABEMLLA
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REFERENCE MISSION NUMBER 3

R

3%

The mission experimental phase is conducted in an 80 nautical mile,
lunar polar orbit with a three man crew. The lunar orbital phase has a
duration of 28 days, and the total mission duration is thirty-four days.

The SPS is used for several maneuvers with ideal velocity requirements as

noted (a non-free-return trajectory is assumed):

Translunar midcourse corrections 68 fps
Lunar orbit insertion 2700 fps
Deviations 93 fps
Transearth injection 55L0 fps
Transearth midcourse corrections 216 fps
Deviations 382 fps

REFERENCE MISSION NUMBER 4

The CSM is used to deliver the LEM taxi to the surface of the moon
for a lunar stay-time of up to 14 days. The flight has a three-man crew

with one crewman remaining

lunar phase is at 80 nautical miles in a low inclination orbit.

in the CM during the lunar orbital phase. The

mission duration is 20 days. The SPS is used for several maneuvers with
ideal velocity requirements as noted:

The total

SPACE and INFORMATION SYSTEMS DIVISION

-
“Nale

Translunar midcourse corrections 68 fps
Lunar orbit insertion 3445 fps
LEM Rescue 680 fps
Deviations 9L fps
Transearth injection 3088 fps
Transearth midcourse corrections LO fps
Deviations 62 fps

METEOROID EFFECTS

The AES meteoroid environmental requirement and an evaluation of SPS
tank and lines protection is described in report SID 65-1534, Systems
Analysis Summary.

RADIATION EFFECTS

The AES radiation model requirement is defined in report SID 65-1534,
Systems Analysis Summary. The effect on SPS materials is to be determined
on the basis of different solar proton events: one with a 0.1 percent
probability of occurrence and one with a 1.0 percent probability. The
referenced report also includes calculation of zone dosages at various
locations of the SPS.

SID 65-1527
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PERFORMANCE REQUIREMENTS

With respect to primary performance characteristics, AES missions have
been designed to fall within the anticipated maximum propulsion capability
of the Block II SPS. These primary characteristics are shown in Table 1.

PROPELLANT REQUIREMENTS

The AES Phase II usable propellant requirements for each flight were
estimated (see report SID 65-1547, Performance Analysis, Phase II Flights)
and are presented in Figure 1.

The Rlock IT maximum usable propellant capacity of 39,700 pounds is
required for some flights. This slightly exceeds the nominal requirement
of 38,000 pounds for the Block II LOR mission. On six other flights,
notably low inclination earth orbital missions, the propellant requirement
is less than 10,000 pounds.

SPECIFIC IMPULSE

The current prediction of attainable three sigma low specific impulse
for the Block II SPS is 311.7 seconds. The AES requirement is constrained
. to this value although higher performance would increase AES CSM utility.

THRUST

The nominal thrust predicted for the Block II SPS is 20,000 pounds.
The AES requirement is constrained to this value. Additional thrust is of
no advantage except for suborbital abort and flights using SPS for earth
orbital injection where an increase in payload would be possible.

DUTY CYCLE

The maximum number of in-flight starts required for AES missions
considered to date does not exceed 15. For these missions, the minimum
coast time between long burns is not less than two hours. Neither of .
these duty cycle characteristics is a firm requirement at this time, how-
ever, since AES missions are not yet final. %herefore, SPS capability

should permit flexibility in this area. The maximum coast period between
firings is 45 days.

MINIMUM IMPULSE AND REPEATIBILITY

The AES Phase II requirements (see Table 1) for SPS minimum impulse,
shutdown impulse, and impulse repeatibility have been assumed to be identical

to the Block II requirement. This is subject to verification during
guidance and control requirements definition in future studies.

5. <=CONTIDENTML
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° CONGIRENAL

1. BLOCK Il SERVICE PORPULSION SYSTEM

The initial baseline configuration of the SPS for AES is the Apollo
Block II design. Since a current definition of that design does not exist
in an unamended document, it is defined in Appendix A for AES program
purposes. Appendix A consists of the applicable sections of the Block II
CSM Technical Specification (SID 6é4-134L) and CSM Master End-Item Specifica-
tion (SID 64-1345) revised to reflect current information, including the
recent change from a 2 to a 1.6 O/F mixture ratio.

To further assist in establishing an AES baseline, the following sections
contain descriptions of the changes from Block I to Block II and a report
on the present status of Block II development.

BLOCK I TO BLOCK II CHANGES

The major differences between Block I and Block II service propulsion
systems are:

Block II tanks are shorter than those of Block I reducing propellant
. capacity from 45,000 pounds to 39,700 pounds; this resulted in tank weight
reduction and corresponding changes to the gaging system probes. Block II
tank shells and heads are reduced in thickness from those of Block I.
Block IT tanks are designed to a limit pressure of 225 psia instead of the
240 psia for Block I tanks, The relief valve and burst diaphragm are
revised accordingly.

Since less propellant is to be expelled, less helium is required.
By reducing the design loading pressure, a reduction in wall thickness
was effected on Block IT helium vessels, Outside helium tank dimensions
are identical.

The propellants are injected into the thrust chamber at a nominal
mixture ratio (weight rate of oxidizer to fuel) of 2.0 to 1 for Block I
and 1.6 to 1 for Block II,

The Block II gaging equipment is the same as Block I with the following
exceptions: (1) displays are changed to utilize electroluminescence; (2)
propellant remaining is displayed in percent; and (3) point sensor locations
are at the same percent (of full) point as in Block I.

SID 65-1527
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'Y

T CONFBENRAL S
BLOCK II DEVELOPMENT STATUS

The development status of the Block II service propulsion subsystem
is summarized as follows: The basic subsystem design for the Block II
spacecraft has been released and development is in progress.

The in-house laboratory development tests are complete with the
exception of tank-oxidizer compatibility and oxidizer tank door seal eval-
uation tests currently in progress. Qualification test status is currently
as outlined in Table 2.

Full qualification of the pressurization and propellant supply components
is limited to couplings and connectors.

The release of revised designe and specifications for the remaining
Block II components has extended qualification completion dates; in most
cases, the dates are yet to be detemined. The lines and helium panel are
to be qualified during major ground tests. The final qualification of
propellant retention reservoirs and screens will be accomplished during
early Block I flight tests.

The qualification status of the Block II propellant utilization gaging
. system is not yet determined as a result of new design requirements, includ-
ing a tank size change and a change to 1.6:1 O/F mixture ratio.

The engine is currently in Block I qualification at Aerojet-Sacramento,
and Arnold Engineering Development Corporation. Block II qualification is
scheduled for completion in December, 1966, All engine components, while
requiring some component level qualification, will attain final qualifica-
tion as part of the complete engine assembly.

B

- 11 -
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i1, SERVICE PROPULSION SYSTEM TRADE-OFFS

This section presents an evaluation of the Apollo Block II SPS for use
on AES Phase II missions. It reviews the requirements enumerated in the
preceding section and describes alternative and recommended changes needed
to meet these requirements.

Since the AES Phase II missions have been designed to fall within the
maximum performance capability of the Block II SPS, no evaluation of its
primary performance characteristics is required. Two exceptions are an
evaluation of burned weight savings obtainable on off-loaded missions
through reduced propellant tankage, and an investigation of the feasibility
of supplementing SPS capability through the use of LEM propulsion.

REDUCED PROPELLANT TANKAGE

Several AES Phase I missions require considerably less than the
maximum propellant load and can be benefited by the burned weight and
volume savings attainable by eliminating excess tankage on these flights
instead of merely off-loading propellant. The weight saving attained
increases with the reduction in capacity of the configuration selected as
is indicated by Figure 2. However, the complexity and cost of the changes

‘ required varies widely over this range. For this reason the study investi-
gated discrete design points of the curve in detail. Configurations studied
required only available hardware and minimum related changes and yet covered
a wide variety of propellant loadings.

A total of eight tank configurations were considered that utilize
hardware avallable from the Apollo and LEM programs. Of these, the simplest
configuration (involving only the removal of the propellant storage tanks
and related minor changes to gaging and plumbing) was selected. This con-
figuration has a capacity for 53 percent of the maximum usable propellant
load and saves 586 pounds of burned weight with minimal change cost.

In the following paragraphs, the initial trade study is discussed
followed by a supplementary study of the several helium vessel options
possible with the selected propellant tank configuration.

INITTAL TRADE STUDY

The eight configurations covered in the initial study are shown in
Figure 3. Table 3 contains detailed descriptions of each case and the
associated changes required. The table also shows the results of evaluation
of the trade factors involved: weight and volume savings, usable propellant,
cost, reliability, and test program impact. Center of gravity excursion
limits were also evaluated.

- 17 -
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NO

Tank Configuration 1 2 3A
Description Block I 5l-inch sumps 45-inch sumps 45
| Sectors III and VI Se
Useable Propellant MR 1 6 (Pounds)| 38, 000 (nominal 21,040 16,550 16,
*Residual ProEellant 543 435 419 41!
Storage Tank
Type Block I None None No
Diameter (Inches) 45 - _ -
Cylinder Length (Inches) - _ -
Oxidizer Location {Section) mx - - -
Fuel Location {Sector) A28 —_ —_ -_
Sump Tank
Type Block II Block H Block II storage Bl
Diameter (Inches) 51 51 45 45
Cylinder Length (Inches) 102 8 102 8 109 7 10
Oxidizer Location (dector) a )il pied il
Fuel Location {Sector) v v vi v
Helium Tanks
Number and Type Two Block II One Block 1 One Block I1 On
Diameter (Inches) 40 70D 40 7 OD 40 7 OD 40
Fi1ll Pressure (PSIG) 3585 3920 3200 32
Qualified Pressure 3685 4000 3685 36/
Helium Weight (Pounds) 88 5 47 0 39 4 39
Tank Internals
Retention Reservoir Block I S51-inch, | Block II Block II Bl
58-1nch height 58-1nch height 58-1nch height 5
Retention Screens Block I Block II Block I fuel or Bl
S51-inch adapt Block II L
Gaging Screens Block II Block II sump omit Change Block II sump Ch
storage Omut Block II storage On
Tank Door Block I Block II Block II Bl
Tank System Weight Saving None 864 1057 10
Including Residuals (Pounds) R
Volume Saving None Sectors Il and VI Sectors L and V Se:
Hardware Changes None Remove 45-inch storages | Remove 51-inch sumps Re
Reroute helium plumbing | Reroute all plumbing Mo
Remove one helium bottle| Adapt internals Ad
Adapt gauging control umfl Remove one helium bottle | Re
Ad
Re
C G Limits
X-Y Plane -0 5t02 0° 0 1to2 85°* 0 1to 0 8° [
X-Z Plane 0 6to3 0° Otol 9° 0 2to'3 8° 0
Rehability of Tanks (45 Days) 204 102 102 10
Failures per 108 Missions
GSE and Ground Operations Changes{ None Minor ACE modification |_ . _ o e e o e om o oo == o o
for PUGS
Development Testing and/or 45-day environment | 45-day envir snment 45-day environment 45
Regquahfication Requalify heuium tank Major ground-test
verification firings
Nonrecurring A Price (dollars) 969, 000 Not estimated No
Recurring & Price/Umt (dollars} - 213, 000 Not estimated No

#*Includes all structure, propellants, residuals, engines, and lines, etc

Loading tolerance not included

1ol 2 )
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Tradeoff Matrix

3B

4

5

6

7

inch sumps
tors Il and V

Two LEM ascent tanks

10, 000-pound
51-inch sumps

Mimimum tank
51-inch sumps

80% Block I
Reduced 51-1nch sumps

Two LEM
descent tanks

550 4270 10, 000 (norminal) 5830 30, 400 7500
393 405 397 527 400

le None None None Block II None
— —_ — 45 —
_ - — m —_
_ —_ — VI -

ck 1I storage

LEM ascent

Block 1l shortened

Block II shortened

Block II shortened

LEM descent

49 41D 51 51 51 51
7 Zero 35 8 90 53 9 19 29
i u I n I
v v v v v
Block 11 Two LEM ascent One LEM descent One LEM descent Two Block 11 One LEM descent
7 OD ~ 22 0D 33 31D 33 31D 40 7 OD 33 31D
0 3500 3400 2400 2740 2800
5 3500 3500 3500 3685 3500
4 11 6 23 7 17 4 67 9 20
ck IT Block II shortened Block II Block 1I shortened Block II shortened Block II shortened
l-inch height {may be shortened)
ck I fuel Block I adapted Block I1 Block I Block II Block I

adapt Block II

nge Block II sump Block II Block II shortened Block II shortened Block II shortened Block II shortened
it Block II storage sump adapted

ck II LEM adapted Block II ' Block I Block I1 Block II

7 1545 1236 1341 246

tors IV and VI

Sectors III and VI
and A of 105 inches
1n Sectors Il and V

Sectors III and VI
and A of 67 1nches
in Sectors Il and V

Sectors III and VI
and A of 93 8 inches
1n Sectors Il and V

Aof 48 9 inches
1n Sectors lland V

Sectors IIl and VI
andAof 83 5 inches
1n Sectors Il and V

nove 51-inch sumps

re 45-1nch tanks

tank supports

oute helium plumbing
pt internals

nove one helium bottle

Remove Block 1I tanks

Add two LEM ascent
tanks

Add tank supports

Reroute helium pl

Remove 45-1nch storage
Shorten 51-inch tanks
Reroute helium plumbing
Remove helium bottles
Add LEM d {

t

Remove 45-inch storage
Shorten 51-inch tanks
Reroute helium plumbing
Adapt 1nternals

R helium bottles

Adapt internals

Remove Block II helwum
bottlea

Add two LEM ascent
bottles

heliurn bottle
Adapt gauging system

Add LEM descent
helium bottle

Shorten 51-1nch sumps
Adapt gauging system

Remove Block Il tanks

Add two LEM descent
tanks

Adapt tank supports

Reroute plumbing

Adapt internals

Remove Block II
helium bottles

Add two LEM descent
bottles

to2 7° 01tol 0° 02to2 0° 01tol 3° Not Determined Not Determined
tol 9° 02tol 8° 01tol 9° 01tol 9°
Not known 1729 with LEM He 1729 with LEM He 204 Not known

102 with Apollo He

102 with Apollo He

——— -

lay environment

45-day environment
+ LEM tank requal
+ internal requal

45-day environment
+ short tank requal
+internal requal

45-day environment
+ short tank requal
+ 1nternal requal

45-day environment
+ short tank requal
+ internal requal

45-day environment
+ LEM tank requal
+ internal requal

estimated

4,278,000

3, 024, 000 !

3,220,000

Not estimated

Not estimated

estimated

-220, 000

~244, 000

- 244, 000

Not estimated

Not estimated
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The first case is the SPS Block II initial baseline configuration. It
consists of 45-inch storage tanks in Bays III and IV of the SM, 5l-inch sump
tanks in Bays II and V, and two Block II 40.7-inch helium vessels.

Cases 2, 5, and 6 are all discrete examples of the same basic
configuration, which utilizes the 51-inch sump tanks only. In each case,
the tanks are located in SM Bays II and V, with Bays III and VI empty.

Case 2 uses full length Block IT sump tanks. Case 5 uses Block II sump
tanks with the cylindrical sections shortened to 35.8 inches. Case 6 has
cylindrical sections shortened to 9 inches, the minimum possible using
Apollo hardware. The initial trade study indicates a helium requirement

for Case 2 of one Block I helium vessel qualified to 4LOOO psia. Cases 5

and 6 each require one LEM descent-stage helium vessel. Each of these three
cases require that the transfer lines be removed and the helium supply lines
be rerouted to the sump tanks. In addition, the propellant gaging system
will have to be adapted, and the helium standpipe shortened for Cases 5

and 6. For Case 6 the retention can be shortened. Finally, for Cases 5

and 6, prov131ons must be made in the SM for installation of LEM descent
helium vessels in place of Apollo vessels.

Cases 3A and 3B are essentially the same in that they both consist of
full length Apollo Block IT 45-inch storage tanks used as sump tanks with
the Apollo 51-inch sump tanks removed. Both configurations require that the
retention screens and reservoir be modified and propellant gaging system be
adapted to the use of a 45-inch tank for a sump. They both utilize one

. Block II helium vessel., The difference is that Case 34 locates the propel-
lant tanks in Bays III and VI while Case 3B locates the propellant tanks in
Bays II and V (the Block II location for sump tanks). Case 3A requires that
the propellant feed line plumbing be completely rerouted. Case 3B requires
only that the helium supply lines be rerouted, but new tank supports must
be provided in Bays II and V.

One LEM ascent-stage tank for each propellant is provided in Case 4.
The LEM ascent tanks are 49.4 inch spheres and are located in SM Bays II
and V, with Bays III and VI empty. Two LEM ascent-stage helium vessels are
also required. This case requires the most extensive hardware modifications
of all configurations considered. The Apollo Block II retention reservoir
must be shortened, the retention screens and gaging system must be adapted,
and the LEM tank door must be made compatible with the AES propellant and
helium line connections. The helium supply line must be rerouted to the
propellant tanks, and support provisions must be made in the SM for both
the propellant tanks and the helium vessels. In addition to the hardware
changes, it is noted that the LEM ascent-stage tanks must be pressurized
prior to launch for structural integrity and this violates a basic Apollo
SM structural criterion.

Case 7 provides 80 percent of the nominal usable propellant of the
Apollo Block II baseline configuration. It is the same as Case 1 in that
it uses four tanks, but the 5l-inch sump tanks have a cylindrical section
length reduced to 53.9 inches. This requires that the gaging system be
. modified and the sump tank standpipe shortened.

mx«rﬂ-&"‘*‘w“ ' W;’ - 23 -
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Case 8 considers one unmodified 5l1-inch LEM descent-stage tank for
each propellant. The tanks have a cylindrical section length of 19.29
inches and are located in SM Bays II and V. One LEM descent helium vessel
is required for pressurization. The Apollo retention reservoir, standpipe,
and gaging system must be adapted to these tanks. The helium plumbing must
be rerouted to the propellant tanks, and structural changes made to support
the propellant tanks and helium vessels.

Many additional combinations of available tankage hardware were
considered, such as using two LEM ascent tanks for each propellant, but
these were not included in the trade-off matrix because they would either
require much more extensive hardware changes and system redevelopment, or
were already covered by a more favorable case.

TANK SIZING METHOD

The usable propellant capacities and the helium requirements for the
eight AES SPS tankage configurations are shown in Table 3. Except for
Case 1, which is the reference design, the propellant capacities and helium
requirements were obtained by design calculations. Apollo Block II data
were used where applicable and the results are considered approximate but
conservative. The following explains the basic approach used for these
calculations.

The unpressurized volume of the propellant tank under consideration was
calculated if this information was unavailable. Calculations of residual '
volumes included: empty tank vapor, retention reservoir inside pull-through,
retention reservoir outside pull-through, gaging system tolerances, and GSE
loading tolerances. Residual volumes and estimated minimum ullage were sub-
tracted from the total tank volume. The tank volume remaining was considered
usable propellant volume. Since the propellant tanks are of equal size for
fuel and oxidizer and since the mixture ratio of 1.6:1 does not give exactly
an equal volume ratio for Aerozine 50 and nitrogen tetroxide, the fuel volume
requirement is considered controlling and there is excess ullage in the
oxidizer tanks.

The helium requirement for each configuration was obtained from an
iterative end-point analysis. The helium required to displace propellant
was calculated considering the volume of the residuals, tank expansion due
to pressure and temperature, and helium compressibility. The weight of
helium remaining in the helium vessel at final cut-off is an unknown even
though the volume and final pressure of the helium vessel is known since
the final temperature of helium in the vessel must be determined. The final
temperature of the helium in the vessel was obtained from three equations
solved simultaneously. The first equation described the initial helium
vessel loading conditions. The second equation specified the final cut-off
helium vessel conditions. The third equation specified the thermodynamic
process of isentropic expansion of the helium in the helium vessel. In
addition, heat is transfered from the helium vessel walls to the expanded
helium. This was also considered, but since the end temperature depends
on the initial helium pressure, an iterative solution was necessary. The .

"‘lf
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resulis of this calculation give the required helium loading pressure and
thus the helium weight initially loaded into the helium vessel.

A sample calculation detailing this procedure for Case 5 is given in
Appendix B. For this study, the method given above was considered satis-
factory since the trade-off study was of a preliminary design nature and
the results are considered conservative. During future studies, a rigorous
analysis requiring machine calculations will be accomplished for the
configurations chosen for the AES SPS design.

DISCUSSION OF TaNK TRADE-OFF FACTORS

Referring to Table 3, the usable propellant for the AES SPS tank
configurations considered vary from the Apollo Block II maximum loading
of 39,700 down to 4,270 pounds, with discrete increments at 30,400 pounds,
21,040 pounds, 16,550 pounds, 10,000 pounds, 7,500 pounds, and 5,830 pounds.
These loadings are obtained by using Apollo or LEM tankage hardware with and
without modification. Propellant tankage, helium vessel, and tank internal
descriptions are also shown. Tank system weight and volume savings, as
given in Table 3, are approximately represented in Figure 2. A brief nota-
tion of required hardware changes is also included so that system change
complexity is identified.

The c.g. limits for each configuration are included in the matrix but

‘ did not enter into the trade-off evaluation since all of the configurations
fall within the SPS gimbal capability. The reliability estimates shown are
based on the best information presently available, but are approximately due
to the lack of Block II reliability data on qualified Block II or LEM hard-
ware. GSE changes are considered minor and do not materially affect the
trade-off evaluation. All of the configurations, including the Block II
baseline configuration, must be partially requalified for the L5~day AES
environment, but LEM hardware and all Apollo hardware that is modified must
be requalified for functional certification.

The recurring cost saving is approximately the same for each case
estimated, while the non-recurring costs vary considerably. Case 2 costs
about $1100 per pound of weight saved while Cases 4, 5, and 6 cost between
$2400 and $2800 per pound of weight saved.

DISCUSSION OF GAGING SYSTEM CHANGES

Although not included in the matrix of Table 3, a trade-off study of
propellant quantity gaging system changes for the reduced tankage config-
uration also was conducted. Tankage configurations considered were Case 2,
and the shortened propellant tank Cases 5, 6, and 7.

Gaging Changes for Case 2

Case 2 tankage configuration deletes two 45-inch storage tanks and the
corresponding gaging sensors. Deletion of the sensors affords a weight
. reduction of 21.5 pounds. Power consumption will also be reduced by about
0.5 watt for the two sensor removals.

B ';a:z‘d‘?‘
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There are three different possible modifications to the control unit.
The simplest change would be no modification at all to this unit. To accom-
modate the two missing sensors, a sensor simulator would be employed. This
would be contained within a 3 x 4 x 2 inch envelope and weigh approximately
0.75 pounds. The net weight reduction would be 19.75 pounds. This is the
recommended configuration for tankage Case 2 since it requires minimum

change.

The second approach would be to delete the primary fuel storage servo
and servo amplifier, and primary oxidizer servo and servo amplifier. To
provide a proper signal to the display servo amplifiers, a fixed voltage
corresponding to an empty fuel and oxidizer tank signal would be substituted
for the primary fuel storage servo and primary oxidizer storage servo.
Removal of the servos and their associated amplifiers would result in a
decrease in weight of approximately 1.5 pounds per servo, a decrease in
power consumption of approximately 3.25 watts per servo, and an increase
in reliability. The auxiliary system would require a sensor simulator
located inside the control unit, utilizing some of the space made available
by the removal of the two primary servos. The resulting control unit would
be 3 pounds lighter, and consume 6.5 watts less power than its Block II
counterp§rt. Reprogramming would be required on all GSE equipment (BME,
STU, ACE).

The third approach to modification of the control unit would afford a
maximum weight reduction, but violates minimum change policy. This change
would be to delete both primary storage servos, and replace both primary
sump servos with microelectronic amplifiers. The microelectronic units
would be operational amplifiers which provide analog signals proportional
to propellant quantities. For telemetry outputs, these signals are
demodulated and supplied to the telemetry lines.,

By replacing the sump servos, and deleting the store servos, significant
savings would be attained in weight and power consumption. Using the figure
of 1.5 pounds per servo, six pounds could be saved, without counting savings
possible by redesign of the control unit to remove the extra case and plate
material, and internal wiring saved by the previously described change.

Power consumption would be reduced by approximately 3.25 watts per
servo (since the electronic amplifiers and demodulators will dissipate less
than 0.2 watt total) and this would afford a 13 watt power reduction for the
system. Reliability would increase, primarily due to the deletion of the
sump servo motors.

\

The control unit modified as indicated would perform all the functions
of the control unit described in the second approach, but would be lighter,
more reliable and consume less power. GSE restrictions are the same as the
unit in the second approach.

Gaging Changes for Cases 5, 6, and 7

The second type of tankage configuration considered (shortening the
fuel and oxidizer sump tank probes) requires the changes resulting from

- 26 -
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removal of the storage tank, plus a redesign of the sump probes. The probe
design is almost entirely mechanical in nature, and consists of the follow-
ing: (1) physically shorten probes; (2) relocate point sensors; and (3)
reprofile probes to accommodate new tank geometry. Shortening the probes
affords a weight reduction of 8 pounds for the fuel probe and 7 pounds for
the oxidizer probe. This weight reduction is based on 36-~inch cylindrical
length oxidizer and fuel sump tanks. Vibration testing may be necessary to
check the shortened unit design for structural integrity.

Reprofiling is required to compensate for changes in the tank geometry
accompanying tank shortening. This consists of feeding the new height-volume
relationships into a digital computer to generate the proper profile data for
each probe. Then each unit must be fabricated and profiled per the computer
results to verify the profile pattern. Testing with reference fluids is
required in this phase of the operation.

Besides the probes, and relocation of point sensors, the only other
component requiring modification is the control unit. Choice of the changes
described in preceding paragraphs must also be made for this configuration,
because one fuel and one oxidizer sensor are deleted., In addition, control
unit modifications are required to accommodate the probe shortening, probe
reprofiling, and the point sensor redistribution.

Sensor shortening and reprofiling will result in capacitance versus
mass readings which differ from Block II. To correct this, scale factors
must be modified in the primary sump servo amplifiers. Unfortunately, the
scale factor change will prevent the control unit from being directly
interchangeable with Block II units.

Similarly, point sensor relocation will require corresponding changes
in the D/A converter in the auxiliary system. No change is obtained in
power consumption from the previous sump tank configuration,

REDUCED TANK CONFIGURATION TRADE-OFFS

The evaluation of the AES SPS propellant tankage and helium requirement
was based on the primary considerations of mission propellant requirements,
configuration change cost, and weight saved. The AES mission propellant
requirements, shown in Figure 1, fortunately resulted in only two classes
of loading—full up or less than 30-percent full.

Case 2, the recommended configuration, is applicable to all AES missions
not requiring the full-up Block II propellant loading. This configuration
provides for 21,000 pounds of usable propellant, or 53 percent of the maximum
usable Block II propellant load, saves 586 pounds of burned weight, and most
important, requires only minor modification to the Block II baseline. The
cost per pound of weight saved for this configuration is the lowest of all
configurations considered. This case was selected since it is more than
adequate for all anticipated off-loaded mission requirements, provides usable
propellant flexibility, and requires the least hardware change of all the
cases considered.

- 27 -
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Compared to Case 2, Cases 3A and 3B have a slightly larger weight
saving; they, too, cover the anticipated off-loaded mission requirements,
but with less flexibility and require more extensive hardware modification.
These cases were eliminated in favor of Case 2. The two LEM ascent tanks,
Case 4, do not meet the Apollo structural criteria in that they must be
pre-launch pressurized, cover only part of the off-loaded mission require-
ments, and would require extensive hardware modification and related
development.

Cases 5 and 6 are discrete examples of Case 2 and were eliminated in
favor of Case 2 because of the greater amount of hardware change that is
required. These cases serve to emphasize the maximum weight and volume
savings available if the tanks are sized only for the minimum propellant
required.

Case 7 was eliminated in favor of Case 1, the Block II baseline, since
the penalties of cost and development due to hardware modification greatly
outweight the weight and volume savings gained, and the mission requirements
for the possible full-up missions would not be met. The two LEM descent
stage tanks appear to be readily adaptable to the AES system, but the pro-
pellant capacity is covered by Case 5 which has less hardware modification.

HELIUM VESSEL TRADE-OFFS

Subsequent to the selection of Case 2 in the initial trade study, the
use of one Block I helium vessel was rejected because of logistic conside- '
rations. This relates to the option to change configurations from AES to
Block II at the Kennedy Space Center. If two types of helium vessels (Block
I and II) are used, this may unnecessarily complicate the spares problem.
The AES baseline reduced tankage configuration (referred to elsewhere in
this report as AES-SPS Configuration B) was then changed to use two Block II
helium vessels. The following is a discussion of all of the helium vessel
options and leads to the recommendation that the baseline Configuration B
use one Block II helium vessel.

One Block II Vessel

Configuration B propellant tank pressurized volume (usable plus ullage)
is about 53 percent of the standard Block II configuration volume. Since
one Block II helium vessel provides only 50 percent of the helium of a
standard configuration, one Block II vessel is not adequate without a change
in ground rules. The following changes were considered:

l. An increase in residual propellant by 5 percent would reduce the
pressurized volume to 50 percent but incurs a penalty of 2000
pounds of burned weight.

2. Reduction of usable propellant from 53 percent to 50 percent and
ullage pressurization (to 175 psia) on the stack during helium
servicing permits the use of one Block II vessel. The propellant
system would then remain pressurized at rated pressure down to the
engine valve for the last 20 hours of the countdown or else the gas
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servicing operation must be delayed in the count, Either procedure
requires a change in the ground operations procedures. The first
alternative adds hazard and the second evidently would interfere
with other ground operations and would still result in hazard
exposure for the remaining period of the count.

3. A decay in propellant tank pressure of 10 percent over the last 30
seconds of the SPS burn profile would permit the use of one Block II
vessel (a 14 percemt pressure decay was studied as a proposed Block
II weight saving). This would result in approximately 5 percent
decay in chamber pressure and thrust and about 0.5 second loss in
specific impulse over the decay period. The SPS would still be
operating within its design limits and the only penalty is the
brief specific impulse loss which is equivalent to a burned weight
penalty of less than 10 pounds. For off-loaded flights requiring
less than about 17,000 pounds of propellant, no decay results since
normal ground pressurization of the ullage space provides the neces-
sary additional helium. Those flights using between 17,000 and
21,000 pounds of propellant will have chamber pressure decay in
proportion to the loading.

One Block I Vessel

A Block I vessel carries roughly 10 percent more usable helium than a
Block II vessel and will therefore meet the Configuration B requirement.
Logistic considerations of Case H-2 include the fact that a Configuration B
SM must be scheduled in advance to permit the vessel to be procured. Case
H-3 uses a Block I vessel in both A and B configurations and the choice
between the two may be delayed. The manufacturer, Airite, has stated that
minimal charges would be involved in changing back to Block I during Block II
production. The vessels are interchangeable except for maximum fill pressure
which is 4000 psi on Block I and 3585 on Block II, No GSE change is required.

Two Block 11 Vessels

Two Block II vessels may be used and 40 pounds of helium may be
off-loaded.

Helium Vessel Recommendation

Table 4 shows the possibilities considered and the burned weight penalty
attributed to each. Since the full-up flights are more weight sensitive and
there are more of these flights, the use of a Block I vessel in Configuration
A (Case H-3) is questionable, Case H-4 incurs a severe weight penalty (278
pounds) on B flights. Case H-1 using P. decay is recommended.

CONCLUSIONS
The final selection, designated as SPS baseline Configuration B, was
chosen primarily for its simplicity. Other configurations of less capacity

would cover the presently anticipated mission propellant requirements and
with greater weight savings. However, the increased complexity of changes
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involved- required greater cost per pound of weight saved. The selected
configuration is applicable to those AES missions requiring less than 21,000
pounds of SPS propellant. It uses only the two sump tanks, the two propel-
lant storage tanks being omitted. Both of the Block II helium vessels are
retained. However, the definition of AES baseline Configuration B could be
changed to use only one Block II helium vessel. This will result in a 10
percent decay in chamber pressure and thrust over the last 30 seconds of
flights requiring 21,000 pounds of propellant.

To summarige, the B configuration has a capacity for 53 percent of the
maximum usable propellant load, saves 586 pounds (the saving is 864 pounds
if the change to one helium vessel is made), and has the lowest cost per
pound of burned weight saved.
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USE OF LEM PROPULSION

Some consideration was given to the use of the LEM descent engine on
a LEM laboratory for performing certain maneuvers with the CSM (for example,
lunar injection and injection into synchronous orbit). Several probable
problems with SPS propellant retention devices are possible using this
scheme since the SPS is not designed for continuous negative acceleration
in excess of that due to SM RCS,

The SPS sump tanks contain a propellant retentien reservoir with two
additional retention screens (see Figure 4). The anticipated capability of
the retention screens in the negative X direction is no more than 0.02 g.
The retention reservoir will hold enough propellant for about 6 seconds of
SPS firing and represents a start slug.

Use of the LEM engine will impart a negative acceleration of
approximately 0.1 g to 0.2 g. This can dislodge the propellants behind
the screen and replace it with trapped helium. Subsequent SPS firings will
ingest the helium (probably a large quantity), possibly triggering insta-
bility and restart problems., If the SPS engine is shut down by the CSM, it
may never be restarted due to the trapped helium., If the SPS firing has
been insufficient to resettle the propellants, the RCS does not impart

‘ enough acceleration to permit the settling of propellants through the
screens.
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IV. LIFE EXTENSION ANALYSES

This section presents the analyses and the results of life extension
studies. There are two topics of interest: (1) fluid leakage, and (2)
materials life extension.

Analyses were made of the internal and external leakage. The critical
areas of internal leakage are backflow leakage to the regulator, main pro-
pellant valve shaft seals, and helium leakage to ullage. The critical areas
of external leakage are the nitrogen system and the propellant and helium
system.

The materials life extension analyses were concerned with the effects
of the space environment on metallic and non-metallic materials. For a
definition of the radiation and meteoroid affects on the SPS, the reader
is referred to the Systems Analysis Summary, SID 65-1534.

FLUID LEAKAGE

Extension of the Block II SPS to 45-day coast capability requires
reassessment of fluid leakage from the system. The fluids to be considered
are: (1) nitrogen used for engine valve actuation, (2) helium used for

‘ propellant pressurization, and (3) propellants. The types of leaks to be
considered include: (1) internal leaks causing pressures to exceed design
limits or causing materials compatibility and/or explosion problems, and
(2) external leaks depleting gas or propellant. In this section, fluid
leakage is considered from three viewpoints: (1) the problem of predicting
in-flight leak rates (assuming no failures) over long periods from preflight
acceptance tests, (2) a review of Block II acceptance test leak rates for
adequacy on an extended mission, and (3) the measurement of fluid leakage
continuously throughout a mission to permit timely abort action.

The Block II design philosophy used to establish standards for
acceptance test leak rates has assumed that the increase in leak rate
during a mission would not be excessive unless a failure with an assignable
cause occurred. Moreover, acceptance test methods for liquids (propellants)
utilize a gas substitute to improve accuracy in leak rate measurement. In
a following section, this same philosophy is used for a reassessment of
Block II leak rates for AES 45-day missions. However, it is apparent that
for longer duration missions the prediction of in-flight leak rates on the
basis of a short term acceptance test leaves room for considerable doubt,
Progressive degradation in the performance of seals is a well known and
common occurrence, usually compensated for by maintenance. Such deteriora-
tion is not generally covered as a failure by reliability assessment. In
any event, an improvement in predicting long term performance of individual
seals (which can vary grossly from that of qualification test articles) on
the basis of pre-launch acceptance tests is required for the AES SPS., The

‘ problem primarily involves test technique and will be emphasized in future
studies,
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The study results indicate two potential problem areas that require
additional analysis., These are: (1) propellant backflow leakage across the
helium check valve and into the helium regulator region, and (2) propellant
leakage from the shaft seals into the common gear housing of the propellant
valve actuation system.

INTERNAL LEAKAGE

The areas of internal leakage which were evaluated are backflow leakage
to regulators, main propellant valve shaft seals, and helium leakage to
ullage.

Backflow Leakage to Regulator

A potential problem exists for the AES mission since a corrosive or
explosive mixture of helium and propellants may be attained above the check
valves and in region of the regulators., This plumbing is common to both
fuel and oxidizer backflow above the check valves., There are three possible
ways that propellant, liquid or vapor, might reach the check valve region:

1. When the helium solenoid valve is closed, helium leaking externally
from the region above the check valve will cause a differential
pressure that, with backflow helium leakage through the check valve,
will allow a slug of propellant to move from the propellant tank
towards the check valves,

2. Even without an external helium leak, the propellant vapor will
diffuse into the helium and eventually this diffusion will reach
the check valve region.

3. In zero gravity, films of propellant will climb the helium
pressurization lines and may reach the check valves,

Only the first method is considered a problem for the AES mission. The
time required for diffusion is of the order of 1500 hours before propellant
vapor would reach the check valve region. The phenomenon of films of pro-
pellant climbing the helium lines in zero-g is line length dependent and it
is doubtful that propellant would get to the check valves.

The AES mission is approximately 1000 hours and the specification
external leak rate of the four check valves is 2,0 x 10~ sce/sec of helium.
Considering the volume of the helium system from the check valves to the top
of the standpipe, a slug of propellant could conceivably reach the check
valves due to the driving pressure differential after 500 hours of coast.
Additional external helium leakage above the check valves will cause a pres-
sure differential that, with backflow leakage across the check valves, will
allow fuel and oxidizer to reach and mix in the common regulator region. It
may be concluded that a potential problem exists in this area for the L5-day
AES mission. This problem will be further analyzed to determine the amount
of propellant backflowing through the check valve and the explosive or corro-
sive effect it may have in the regulator region.
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. Main Propellant Valve Shaft Seals

A potential explosive or corrosive problem is a possibility with the
Block II Apollo configuration of the SPS engine ball valve shaft seal drain-
age system. The ball valve shaft seals have a specification leak rate
maximum of 40 scc/hr of GNp. This rate of GN, is equivalent to 2 cc/hr of
propellant. Under these conditions, sufficient propellant leakage can
result to permit the propellant to freeze in the unheated drain line as a
result of free expansion to the vacuum environment. If enough propellant
freezes in the drain line, blockage will occur. Propellant trapped in the
blocked drain line can then either leak into the common gear compartment
and cause a possible corrosive or explosive condition or build up pressure
that will impair the integrity of the valve shaft seal.

This problem is common with the Apollo mission and Block II development
will be closely monitored by AES. Once the problem is defined, design pro-
visions such as line heaters will be considered as may be necessary.

Helium Leakage to Ullage

Helium leakage into the propellant tank ullage has been considered as
follows:

Helium Solenoid Valve
. Internal Leakage - 20 scc/hr
Assume - 45 days of leakage continually
Assume - minimum ullage volume for 45 days
Maximum pressure rise in propellant tanks - 0.9 psi
Helium Regulator
Internal Leakage - 10 scc/min
Volume between solenoid and regulator -~ 2 in3

Time to relieve 4000 psi in above volume to ullage pressure at
leak rate of 10 scc/min - 15 hours

Ullage pressure rise during above time (15 hours) when ullage
is minimum - 0.4 psi

From the above it is shown that the result of the internal leak rate
of the helium solenoid valve is an ullage pressure rise of less than 1 psi.
It should be noted that no anticipated AES mission is run for 45 days at
minimum ullage.
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The internal helium regulator leakage would present a potential problem
only if the solenoid valve was periodically cycled while maintaining a mini-
mum ullage volume. The maximum pressure rise with minimum ullage, assuming
a failed solenoid valve continually open, is approximately 0.6 psi per day.

EXTERNAL LEAKAGE

The areas of external leakage which were evaluated are the nitrogen
system, the propellant system, and the helium system.

Nitrogen System

A review of the pneumatic valve actuation system leakage indicates that
this system will be adequate for the 45-day AES missions. The system has
been sized for 50 SPS restarts requiring approximately 0.5 lbm N, minimum,
The Block II SPS engine Specification MC 901-0009 requires 36 restarts and
the N2 loaded is approximately 0.8 pounds at 2500+50 psig at 70°F.

Zero external leakage is required of the components. The maximum
internal nitrogen leakage is 10 cc/hr (STP) on the solenoid valves, regulator,
and across the actuator pistons. During coast, the two-way pilot solenoid
valve is the controlling leak area. The leak will pass through the regulator
and finally leak out through the relief port of the main three-way solenoid
valve,

The loss of N, due to leakage from each system during a 45-day coast .
period is approximately 0.027 pounds of N,. This is equivalent to about
three percent of the required N, load.

Propellant System

Leakage rates through the SPS engine valve balls and shaft seals are
as specified in the SPS engine specification. Another source of propellant
leakage is through the propellant tank relief valve. However, since the
burst disc must be failed before leakage can occur, its analysis is part of
reliability assessment. A third source is through the tank door seal. The
leakage rates are specified as follows:

Engine valve ball leakage = 120 scc/hr (as nitrogen)

Engine valve shaft leakage = 40 scc/hr (as nitrogen)

Propellant tank leakage 820 x 10~6 sce/sec (as nitrogen)

This leakage was converted to an equivalent sonic orifice size using an
upstream pressure of 240 psia. By assuming a discharge coefficient of 1.0
and an upstream pressure of 240 psi, the L45-day leakage of equivalent pro-
pellant was calculated to be less than 11 pounds.
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‘ Helium System

The specification leak rate considered for the calculation of the
external loss of helium assumed that all sources leaked simultaneously
for L5 days. The leak rates used are presented in Table 5. As can be
seen from the table, less than 0.1 percent of the helium would be lost
from the system on an AES mission. An increase by a factor of three to
reflect three sigma uncertainty would still not require an increase in
helium loading.

IN-FLIGHT LEAK DETECTION

Fluid leakage from the SPS during a 45-day mission is a problem that
must be considered from the standpoint of both mission success and crew
safety. For mission success, excess leakage must be prevented. For crew
safety, excess leakage must be discovered at the earliest possible time so
that the leak rate may be determined and abort action taken when necessary.
Since the Block II outage control gaging system is inoperable during periods
of coast (that is, during non-thrust or zero gravity periods), crew safety
improvement requires a separate leak detection system for SPS fluids.

Although the zerc gravity (coast) leak detection requirement has been
established, the system for performing this function has not been determined.
Many methods have been proposed, but it is not known at this time if any of
the methods possess sufficient accuracy. For useful leak detection, the

‘ required accuracy is related to the quantity of contingency (reserve) pro-
pellant that may be aboard. If the gage error exceeds the amount of reserve
propellant (the excess over the amount required for abort) the gage has no
value. The required accuracy varies with mission flight plans but, in
general, is approximately 2 percent of the total propellant loaded and 5
percent of the total helium loaded. This desired accuracy does not appear
to be outside the realm of feasibility, but gaging capability will not be
determined until the completion of the leak detection system feasibility
studies.

Some of the characteristics of the SPS propellant system that must be
considered to finally resolve the problem of leak detection accuracy are:
thermal gradients, mass distribution gradients, random convection patterns
for helium inflow, random liquid orientation and location during zero-g
transfer line filling and draining for full and partially filled loadings,
tank pressure fluctuations during firing due to regulator action and trans-
fer line monometer effects, and helium inlet temperatures varying during
blow down to 20°F less than propellant temperature,

It is planned that the leak detection system will either supplant or
utilize, as is, the existing outage control gaging system. Requirements
applicable to the study are outlined below.

Leak detection gaging is defined as gaging during non-flow periocds
under conditions of zero to 5.0 g acceleration for durations up to 45 days.

. Changes in the fluid quantity (from that at the start of the non-flow period)
contained in each of the two propellant systems (oxidizer and fuel) are to be
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Table 5. SPS Helium Components - External Leakage
BLOCK I1I SPEC.  TOTAL HE L0SS
SPECIFICATION NAME LEAKAGE(scc/sec) 45 DAYS (1bsm)|
MC 144-0023 T.P. Disconnect (Fuel 5 x 1070 123 x 10
side) (17 parts)
Joints, Transducers 5 x 1070 515 x 107
and Ports (71)
MC 273-0009 Coupling - Helium Fill 5 x 1076 7 x 1070
MC 362-0019 Heat Exchanger, Ox 5 x 10-6 7 x 1076
MC 362-0019 Heat Exchanger, Fuel 5 x 10'6 7 x 10'6
MC 284-0018 Helium Solenoid Valve 5x lO-6 7 x 10—6
#1
MC 284-0018 Helium Solenoid Valve 5 x 10'6 7 x lO-6
#2
MC 284-0324 Helium Pressure 16,700 x 10’6 24,200 x 10'6
Regulator #1
MC 284,-0324 Helium Pressure 16,700 x 106 24,200 x 10~6
Regulator #2
MC 2840330 Relief Valve 5 x 10-6 7 x 1076
(Fuel side)
MC 284-0330 Relief Valve 5 x 1070 7 x 1070
(0x side)
MC 284-0327 Check Valve Quad 5 x 1076 7 x 1070
(Fuel side)
MC 284,-0327 Check Valve Quad 5 x 10=6 7 x 1076
(0x side)
V37-343102 Tank Fuel Storage 820 x 1070 1190 x 10"'6
V37-343102 Tank Ox Storage 820 x 10~6 1190 x 1076
V37-343102 Tank Fuel Sump 820 x 106 1190 x 1078
V37-343102 Tank Ox Sump 820 x 10~6 1190 x 1076
TOTAL 37,165 x 10~0scc .053861 1bsm
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‘ measured and displayed. It is preferable but not required that the system
discriminate between propellant and helium quantity changes. It is also
preferable that the system function continuously, but discrete measurements
on command are adequate provided the operation is not limited to a fixed
number of measurements. It is preferable but not mandatory that the mea-
surement indicate total fluid quantities instead of merely changes, since
the information could be used as a check against outage control gaging
measurement obtained at the termination of the previous flow period.

Outage control gaging is defined as gaging during flow of helium into
and propeliant out of the propellant system under conditions of 0.1 to 1.0
g acceleration for durations of 1.0 to 630.0 seconds. Oxidizer and fuel
remaining are measured and displayed separately and continuously during
flow. The excess or deficiency of oxidizer remaining with respect to a 1.6
to 1 oxidizer-to-fuel mixture ratio is computed from these measurements and
displayed continuously.

Mission requirements applying to the complete fluid gaging system
include 45-day space flight operations which may be all coast (non-flow)
period, or firings (flow) may be interspersed at any time in the L5-day
period. Firings of less than 5 seconds will not require outage control
gaging. Leak detection gaging is required from completion of servicing
on the launch stack through boost and coast until the first SPS firing
and for every coast period thereafter.

- 41 -
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MATERIALS LIFE EXTENSION

To extend the Block II SPS capability from 14 to 45 days requires
review of SPS materials environmental exposure resistance. With one excep-
tion, the metallic materials used are considered to have inherent capability
for L5 days since the basis for their selection was not significantly time
limited. The exception is the use of titanium exposed to nitrogen tetroxide,
a problem area currently receiving intensive study by the Apollo progranm.

The materials to be reviewed by AES were consequently reduced to the non-
metallics. A detailed review of the life capability of most of the non-metal-
lics is contained in this section. Since engine subcontractor participation
was not included in this preliminary definition phase, only a partial list of
representative engine non-metallics were reviewed.

The study was limited to non-metallic materials exposed to Aerozine 50
and nitrogen tetroxide propellants over the SPS design temperature range plus
exposure to radiation, as described by the report SID 65-1534, System Analysis
Summary, and exposure to space vacuum.

The results of this study indicate, with a few exceptions, that the
non-metallics of the Block II SPS are adequate for AES missions and environ-
ments, The exceptions are in the use of butyl rubber for the nitrogen

‘ tetroxide tank door seals (main door and sensor flange) and for the low
temperature Aerozine 50 fuel/helium check valve. Since the material for the
oxidizer/helium check valve has not been finally selected for Apollo, it has
not yet been evaluated for AES., Radiation dosage expected for AES missions
should have no appreciable affect since system materials are provided with
the inherent shielding of component housings and spacecraft structure and
equipment.

Propellant exposure demonstrations used for Apollo design verification
and/or qualification tests have been limited to durations of 15 to 52 days,
the period varying with the component. For this reason, supplementary tests
of longer duration are recommended for AES component certification (see
report SID 65-1148, General Test Plan).

The approach used for the study (see Figure 5) first required a listing
of all non-metallic materials and compositions from Block II design drawings,
specifications, and related data. Material compatibility with the propellants
and radiation resistance data was then obtained from various test reports and
published reports from industry. This data was then compared with the
extended mission requirement of exposure for 45 days and with radiation
dosage occurring during the mission., Radiation dosage was determined using
both a 1.0 percent and a 0.1 percent probability of occurrence of solar
proton events and by calculating the effect of inherent shielding of the
particular component. Other environment criteria, such as temperature limits,
were considered to remain within the Block II specification requirements.

- 43 - “CONFIDENTIRL

SID 65-1527



NORTH AMERICAN AVIATION, INC

SPACE and INFORMATION SYSTEMS DIV ISION

>

AES DESIGN
DEFINITION

4

IDENTIFICATION
OF TESTING
REQUIRED

AES TEST
REQUIREMENTS

LITERATURE
AND DATA
MATERIAL
¢—>{ RESISTANCE
DATA
APOLLO L
TEST DATA
FLUID IDENTIFICATION
-»{  EXPOSURE » OF CHANGES
ANALYSIS REQUIRED |
u
AES 90-DAY
REQUIREMENT
LIFE MATERIALS
ANALYSIS LIST
r AES 1
RADIATION |
| oesion
RADIATION LREQUIREMENTSJ
RESISTANCE -_— —
DATA
SHIELDING
INHERENT
IN DESIGN
RADIATION PART
»|  EXPOSURE RADIATION
ANALYSIS EXPOSURE
Figure 5. Task Flow Diagram, Nonmetallic Materials Life Study

“’5 s - - S

- 44 -
SID 65-1527

o




NORTH AMERICAN AVIATION, INC SPACE and INFORMATION SYSTEMS DIVISION

. . CO N & eri i pre

PROPELLANT COMPATIBILITY

Table 6 is a list of components in the SPS feed system shown
schematically in Figure 6. Table 6 also contains a partial list of SPS
engine components. The engine list is not complete since engine subcon-
tractor participation was deferred to the FDP. Tables 7 through 9 list
the non-metallic materials used in these components, the material speci-
fication, where the material is used, the Apollo demonstration test
reference, the materials' acceptability for AES, and the source reference
from Table 15 used in evaluating the materials' acceptability.

RADIATION RESISTANCE

Tables 10 through 12 list the non-metallic materials exposed to
radiation effects and compares anticipated part dosage with the acceptable
dosage of radiation for the specific material. The SM preliminary zone
dosages and part dosages have been established by using the AES mission
radiation model. The model is based on solar proton events which have
both a 1,0-percent and a O,l-percent probability of occurrence in 45 days.
The analysis takes into consideration the natural shielding of vehicle
equipment and structure and component housing. Additional details on
radiation levels used is in AES report SID 65-153L4 in the section covering
Radiation and Meteoroid Analysis.

The sources of Table 15 were used as a basis for material acceptable
‘ dosage levels and are representative of published data on materials radia-
tion damage. Where the material acceptable dosage levels far exceed the
expected zone dosage, the shielding and part dosages were not calculated.
A general view of the effects of radiation on representative materials is
presented in Table 13 obtained from source 13 and Table 14 obtained from
source 10.

SPACE VACUUM EFFECTS

The pressure in external space is approximately 108 torr in earth
orbit and 10-13 torr in lunar space. However, the pressures at the loca-
tions in the SPS of the materials of interest will be much higher, perhaps
10-3 torr, due to outgassing of the materials, and vaporization and subli-
mation of working fluids and lubricants. Moreover, these materials are all
confined either by a component housing with minimal venting cross section
or by a small diameter vent tube several feet long. In every case, the
conductance is very low, and if venting were to reduce the pressure below
10-6 torr the mean free path of the remaining gases is huge cogpared to the
escape path dimensions., For example, nitrogen at 20°C and 10~ torr has a
mean free path in excess of 50 meters. It is clear then, that ultra high
vacuun effects are not agplicable to materials interior to the SPS, Moderate
vacuum levels (above 1077 torr) will be encountered, but these are levels at
which industrial vacuum materials data applies.

SPS components and non-metallic materials exposed to vacuum are listed
. in Table 16. These are identified as either static seals (exposed to
moderate vacuum at the outer edge only) or moving seals such as valve

' . O ENLT
- 45 -

SID 65-1527



SPACE and INFORMATION SYSTEMS DIVISION

INC

NORTH AMERICAN AVIATION,

~

a,

@ 0£E0~M82 OW TonJg JoTITey ‘eatep osurre)  TTOO-0LEO-%8Z W T
@ 0£€0~Y82 O JOZTPIXQ JOTTOY ‘oATEA osuTe)  TOOO-0ELEO-%8Z T T
£200~%T oW 9dl ‘Butrtdno) JoTdetg-IeeT  THOO-£Z00=%YT "W T
£200~7%T oW 8dl pue Ldl ‘Butrdno) JoT8eTg-aes]  TELOO-E£200-HT TN r
€200~ OW 0Tdl pue 441 ‘Sutrtdno) JoTdeTc~aeaT  TTIOO-E£Z00=T TN 4
@ r2e0~18Z On (e8e98-g) oH °ssaag ‘xojerndsy LaTpeH *H *d  ZTOO~WZE0~-Y82 T T
@ 7Z€0~182 OW (eBeqs-g) oH °ssaag ‘xojendey £oTpPeH °*H *d 2000~W2€0-%82 T T
WRZISAS NOIIVZIdNSSHUd
ZT00~€LC OH uteaqg pue TTtd X0 ‘Surtdno) I8%I) °Q °P  TO00~-8TO0-ELZ T T
o8ed04g J8ZTPTX(Q ‘Ijue] YVN ZOTENE-LEN T
dumg J9z2TPTXQ ‘Mue] VYN 2oTSYE-LEA T
ZT00~€le M quep I82TPTX0 ‘Surtdno) I8qJde) ) ‘L  TO00-e200-£LZ W T
@ 6T00~29¢ OW aanssaxg MO oY ‘aedueyoxy qeeH  ‘POIJ FJBIOJITY Pe3TIU  TOO0~-6TO0~-S9€ TN T
0Y100~€£L42 OW auTT JI92ZTPTHQ ‘quUIOP X8TJ uotqeaodao)y dinboasy  TOOO-0%00-£LZ TN T
€200~T OW uteaq Tenptssy ‘Buridno) J9780TG~aeeT  TTOO-E£200-THT @ ¢
€200~T OW ZTdl “Burtdno) JoTdeTg=deol  TSO0~£200~T TN T
NOIINGTHISIO HAZIAIXO
ZTO0~ELZ OH qus) Teng ‘Suridno)d I99dB) °) L  TO00~2TO0-€LZ HH T
o8ed04g Tony Juel YN ZoTENE-LEN T
dumg Teng ‘juey YVN ZoTeSHE-LEA T
ZT00~€LZ 0K uteaq pue TTTd ‘Surrdno) I99a8) D) P TO00-0200-£LZ TW T
@ 6T00~29€ OH aanssald MOT oy ‘aeSuByoxXyg 9BSH  ‘POJId FJBJIOJITY DPOYTUN  TTO0-6T00-¢9¢€ T T
@ TLOO~ELT OH sutT Teng ‘qurop xeTj  uotgeIoduao) dinboasy  TOO0-TLOO~ELZ T T
€200~ oW uteqq Tenptsay ‘Jurrdno) JeT18etg-aesT  TE00~-£200~TT TH r
£200~YT ON TIdl ‘Surtdno) JI8T8eTg~aeeT  TS00-£200-*T TW T
NOIINGIYISIQ TaNd
NOLILYOIJIOEdS NOIIJIHOSHd gAI7ddNS gHERNN Tyvd  XLd
g Jo T eofeq
squeuodwo) wegsfsqng SdS 9 OTA®]

ECONFIDENTML

- 46 -

SID 65-1527



SPACE and INFORMATION SYSTEMS DIVISION

NORTH AMERICAN AVIATION, INC

*autdus Y3TM paystuIng

SUOT3eOTJToadg TI ¥ooTd MoN ¢
6000~T06 OH dS = autduy 98300y Teasusp-3afoasy  TOOO-%000-T2ZE @H T
TT00-£LZ OH oA TTTd ‘Burrdno) I89a8) D L TO00-%200-€LZ W T
TT00-€L2Z OH uteaq pue quap ‘Surtdno) I99d8) °) L TO0O-TTOO-€LZ HW T
6000-T06 OH sutsuy ‘uoTsuLqxXy ST2ZON Teasusp-gaforay  TOOO-ZT6TO-T06 IW T
Juap TTT4 ‘Butrrdno) Texsusn-qafoasy * 4
qeTqnQ J0qeTndsy ‘Buttdnon TeJsusn—-q3aloxsy 3 r
oATEBA JOTT®Y 469l ‘Burtdnon TeJeuan~-18(foasy * 2
(98TT TeTared) XTAWASSY ANIONH SdS
umTTeH °*sseld ‘Toss8) VYN ZOTLWE-LEN 2
8T00-"82 OH JJo-qnyg ‘prousTog ‘eaTe) *0) s3onpoad AI0sseddy  GO00-8TO0-W8Z HW Z
6000-€LZ OH utexq pue TTTJ ‘Sutrdno) qIep-uQ  L000-6000-€LZ AW T
£200-1"1T oW ¢4l ® “Ndl ‘€dl ‘zdl ‘Surrdno) JoT8eTg-a89T  TLOO-€200-7WT @W %
@ L2EO-1182 OW JSZTIPTXQ ‘Xo9Y) penp ‘aaTeA ‘00 s30onpodd LI088900Y  ZTOO-LILO-Y8C HN T
@ L2EO-M8Z OW Tond ‘3o8y) pend ‘eATRA 0D S3ONpPOId LIOSS8dDY  ZOO0-LZEO-MST WH 0 T
(poruTiu0)) WHISKS NOIIVZIUNSSHHUJ
NOIIVOIJAIOAS NOTI4THOSHA YaI1ddNS YIEWAN I¥¥d  XID
C JO T 95ed
(penutquo)) squauodwoy waqsLsqng g4g ‘g eTq®]

1

r~

<
l



NORTH AMERICAN AVIATION, INC SPACE and INFORMATION SYSTEMS DIVISION

v

' 'ff'“ \\v\\\\‘\“:&l §
T NN \\\ \\\\\ NS \g §
"::,gg:,,.,go e BN
\\\\\\\\\\\\\\\\\\\\\\\\\\\\ IS e
S E £ 3
=l Fy
£, 2
= | | S
| | Q
| 0
B
———————— R
ez 110
.y g SRl .
SEE 1 &
| f
,

bo0o0 d
020°d
D
{%;
90004
0500
000 0
0000
PO
20
o0 0 04l
0000
Po oo
2000
PO ood
0000
<<
d

Fereeteseretetateleteds

€500, On 0,0 .0
o
oooooooeo

]

o

OJ

ol

D ul

% &

-]

-]

-

0o¥o

0000

9008

<
et tetetetorets

:
:

XX

i

ORAIN 00
i

OXIDIZER YENT @ D

OXIDIZER

Sump

TANK
PROPELLANT
RETENTION
RESERVOIR
(Tve 2 PllBES]\m

OXIDIZER FILL & &

REGULATED HELIUM
BURST DIAPHRAGM &
PRESSURE RELIEF YALVE
(TYP 2 PLACES)

- 48 -
SID 65-1527



SPACE and INFORMATION SYSTEMS DIVISION

NORTH AMERICAN AVIATION, INC

sds ‘eurdugy
393004 ‘6000-106 DN ‘oadg s9s {(sansodxe  sLep gz Jo 1e303) ['1°¢ ¢ F "exed ‘IGIG-H~TIN I3dx
1e9s iTeq dATBA
7 ‘1 X ong | juerredoadrg Iaqqny 1AImg
1895 119 SATEA
rA X zoz1ptxXQ | juerredoxdig ddJd ‘uoryal
3ATRA
Z ‘1 X juerredoadrg AAL ‘UOTISL
oATEA
X juerrodoxdig 09-ALY
SISeg 90U2I9)J3Yy |ON| soX | uonexysuowrsag 3s3], el jI1ed /walsAg | uoryeoryioadg 1etasleN
orrody
gy I07 a1qeidesoy udisa(g PasS 2I9Yym

sorrrelowuopN sutduyg - A3riquedwo) juerradoig

‘L °1qeL

- 49 -

SID 65-1527




SPACE and INFORMATION SYSTEMS DIVISION

INC

NORTH AMERICAN AVIATION

II M>0T1d 103 $200-$82 AW wwumamMo
II ¥>01d 103 L200-%82 AW mwumawdm
"(Aquo 19zZIPTIXO 1037) porerdwod aq oLy

{Auo xazipxQ 107) juawdofaaa(g urt H.mﬁ.ﬂopﬁ\am
12103 sAep g1 10] uonyRIN( 189 ], @ insodxy pIntd,
12101 sAep g¢ 107 uonyring 32 ] sansodxy PINTA;

(ATuo 1omy) dATRA Y20UD raqgna
X STeaS | £2€0-%82 AW hang
9
(A1uo raziprxo) saTeA YDaYyD aaqqna
poutwIalap aq ol ¥ sieag owumolwwm TN < 0S 013N
12ZIPIXO pue Sutidnon
2A0qe se aweyg X I ‘19 ‘asdoedg 2100-¢€22 AN
aaTe A
Z ‘1 X 4 T2ZIPINO pue 9Nyg mommo-vwm AN
gutrdnon
3A0qe se swes X 1 I92ZIPIXC pue [anjg [100-¢L2 AW 169¢ SNV uoTya L,
dutidnon
8 ‘9 ‘2 ‘1 X I A9ZIPIXC pue 1ang | Z100-¢L2 AN
Suridnon
L ‘s ‘T 1 X s I9ZIPIXC pue (8ng [ [100-€22 AN
gutridnon
¥ ‘e ‘71 X 1 I9ZIPIXO pue [ong £€200-$P1 AN 1euly]
si1seg 90UaI3J9Y ON ( S@X uoTjRIISUOWD(] TIR19(] j1ed/wolsAg | uonyyeoryioadg | [eTI9lRN
1881, orrody
SHV 107 91qeidadoy uldisa( pasn 2iaym

drTejswuoON —wsAg pae g Ajifiquyedwon jueiiedoag

‘8 219®L

- 50 -

SID 65-1527




SPACE and INFORMATION SYSTEMS DIVISION

NORTH AMERICAN AVIATION, INC

(€T-10€ UILV) sdep gz uorpeanp 3s93 aansodxa PInid 5
Auedwon zaqqnyg URWIINS

I9ZTPTXO
‘saduery
I0Suog

1on3
‘sofuers
Iosuag

I2Z1IpP1XO0
‘sreos
Io00(T

ey
‘sTeos
I00(J

wols s
Suidnen

T1020L%-LEA

10208¥-LEA

10L-%€9 ¥S

Iaqqna jAng

siseqg ©OouUdI9JoYy

ON

sox

gy 107 o1qeidasoy uldisag

UOI}RI}SUOWID(T 3S9 T,
orrody

TRl

j1ed /Wals Lg

pasn 2I9ypm

uotrjeostyroadg

TetTIoYeIn

soT1iTRIoWuUON MurI - A31iquiedwon jueiredoag

‘6 219l

- 51

SID 65-1527



SPACE and INFORMATION SYSTEMS DIVISION

NORTH AMERICAN AVIATION, INC

28ewep 2jvispow jo Sutuurdag

103D3Uu0d
€111 20T ssauler] SSBID
Aquiosse| pajeudaaduur
11 @oﬁ X L1 ssouley uorya L, y3o1o ssein
JATEA
jueyredoadiq
Aiquesse Je9soIdTW
sutduqg| L06-vV-TIN punodwon
Alquasse 9Zats-1jue
autfuy £50%% DOV {punodwon "pylL
I9t11eD)
uosr g
Ajquiosse Yitm uofya ]
autful| 651¥F DDV ‘221-¢
dd 010D
9ATRA ‘g ran
jueiredoadrg €LP2Z S jueiEag
jurtofl
1aqureyd Alquiesse 9j3BrWIOIYD
10309fug TeanonIig| 9118-d-TINW outy
11 g0T X 2 JATRA Iaqqnix
01 g0T X670 Tess req | juejiadoxdig Aing
aATRA ’
19 Q0T X L°1 1ess freg | jueiradoadig d3dd ‘uoryalL
2ATRA
11 Q0T X L1 jueredoadig AL ‘uoryeL
(%1 .ovwﬁ: X9°¢ 9ATEA
TT'ot goT ¥ €1 (%T)g0T X ¥°S juejradoxdrg 09-ALY
siseq swn/s8ig| wo/sfag | Suipretyg wr) /s8aq 1telag jusuodwon | uorieoiyioadg TetIajeN
souaa9yey a8esoq s8eso(q WINUITU T afeso(
s1qe3dsdoy| j1ed "XBN 2uoZ NS pesn 2IsyMm

SOT[[BI8WUON JUITUF — 0UBISISIY UOIIBIPBY

‘01 91981

52

SID 65-1527



SPACE and INFORMATION SYSTEMS DIVISION

NORTH AMERICAN AVIATION, INC

a8ewep sjeispow jo SButuuifag

St
ES3

utel) 1e93 06721-S4d
11 ooﬁ 103eN1oy Tequn) [Buturon-mo(q
SATEA
11 601 wais ks IND | jueriadoadig 11-00
$D000
Alquiasse ‘01-6921-s4
11 moH Butieag Tequitn) | Sutuzon -mo(g juedTIqNT
3ATEA
71 g0T X € ways ks NN | juerredordeg xeuksy
aATRA
11 Q0T X € 1 woasds IND | juerradoadig J-~1931
aAfRA
11 ‘01 woﬂ welsAs IND | yueriedoadig uoTAN
(%1 0)p01 X9 ¢ aATRA
1 g0l x2 (%1)¢01 x % °g | we3shs oND | juerredoadrg N-eung
Iaquieyd uIsasx
11 on x )7 UoTISNqUIOD) auiSugy s1ousyg
(%T1°0),01 X6°2 Iaquureyd
11 .:oH XGg*7Z ?mu:@ﬁ: X ¢ "§ | uonysnquon sutBug Axodg
aATeA
wroys s CND juerredoadrg 9L0%%F DDV IAISIYPY
(%1 °0)$0T X 9°¢ A1quasse 3uqm
11 ,01 ?\oimoH X%'g ssouaeH jyyowaay g,
siseqg swn/s8ayg | wn/s8ayg | Sutpretyg wn/sfayg 1reja( jusuodwon | uotyedryroedg [etI9IeN
9oua19yoy a8esoq a3esoqg WINUWTUTIN 28eso(
a1qe3deooy | jaed ‘XeN 2Uo0Z NS pasn aIaym
(3u0D) sor[[EIdWUON Sutduy —I0URISISOY uonyeipey ‘O 919EL

- b3 -

SID 65-1527



SPACE and INFORMATION SYSTEMS DIVISION

NORTH AMERICAN AVIATION, INC

11 ¥201g uo 0200-¥87 I saderdaye
Auedwor 1aqqny urwIns,
afewep ajerdpow jo Jutuurdag

oL an
d1 ss®1D
(%1 0) got x ¢ toreniay LP8S-U-TIN 1aqqna
11 g0l X €71 $01 X 8> IS 01 0 (%101 X G ¥ sBuI-Q | ¢F7€0-P87 AW 1ad 6.9 DQ uodiig
3] plLOUIIOG 00€ poID
11 g0l X €1 01 X 9> ‘TIS 021 0 8100-F8¢ AW 0S9¢-SNV A-19Y
(%1 001 ~ 9 JaleN plouajog
t g0l * 7 $01 X 9> 1S 021 0 (%1)g01 > 1 wddod wieln | 8100-+87 AW 7€6-08€XS N-eung
Juipdnon
136 8€0 0 1ooedg 2100-¢L2 AW 169€- S
(%1 0)g0T X 62 aaer ja1[ay
(%B1)got1 x %% ‘138 0%0 "0 [eas jaddog L200-+82 AW
(%1 0)gol ~ 6 ¢ 2a1BA Q224D
$01 X 6> 1S 06070 (%h1),01 >89 1eas jaddog G200-¥82 AW
(%1 .ovmo_ X 9 DA[BA plOUd[OG y adAg
301 X 9> 1S 021°0 (%1)g0l » 1 jaddod jong 8100-%82 AW LGPl 4 WISV
(%1 0)gOl x ¢ 1oreinday
01 X 2> wniy 0zl 0 (%1)y01 X5 ¥ ¥2€0-$82 AW 199€-SINV | d3J ‘uoyyaL
(%1°0)g01 x 52 [eos Burdnon
11 Q0T X L°1 (%1)g01 X 1S S50 0 [BIUd WUOI AU 6000-€L2 AW 169€-SIV | g4 ‘uoydf
(%1 °0)g01 X ¢ ¢ duipdnon
{(%1)g01 X 6 & 1S §£0 70 1100-€L7 AW
Fuirdnon
13S 8€0 ‘0 1835 jaddog 2100-€L2 AW
(%1 °0)g01 % 62 aateaA JO1[0Y
(%BU)got ¥ % ¥ 13S 0%0 0 s3nd yoorT L200-%82 AW
(W1 0901 X 6 ¢ Sutjdnon
(%1)g0T x 8°g 13S 0€0 0 €200-%%1 AW
(%1 0)gol X 6 ¢ Jurpdnon
21 90l X ¢ 01 X 2> | wniy 021 0 (%1),01 x8°g ded sanssaig 6000-¢22 AW zeuly
siseg A..r.mu\mwhmm wn/sfag Suproyg wn /sday 1teyaqg juauodwio) uonedyidadg [L:AEERL:370
aousIayOy ‘adeso(g a8eso( WnWTUT a8eso(y
s1qejdadoy j1ed WNWIXBIN auoz NS pasn sIaym
SD1][BjoWUON WIISAG POOJ—odU®ISIS9yy uonepey ‘11 219el

_ 54 -

SID 65-1527



SPACE and INFORMATION SYSTEMS DIVISION

NORTH AMERICAN AVIATION, INC

IT 32019 U0 §200-$¥82 AW mwomEQMm
juswdolaaap uly
11 ¥201g U0 0200-$82 W s92r(dax¢
Auedwon zaqqny UBWI[3S

s8ewep ajerapowt jo mcdc:~m0m~

paxem

Z sseD

umopart} ‘d adAg,
i1 ‘ot g01 duiqng, VEIL-L-TIW P02 uoldN
‘ot 601 2a231g [Autp
19702 Juiqug
11 601 Spea| 21Ty uodAy, ouseid
H ss®eD y3oro
11 ‘ol 101 g0t X 2> 1S 2¢0 O l1oje[nsug L-D D VININ sseid 12qig
1 1101 g0l X 2> 1S 2€0 © 101BNSU] D 000L# adey yusip
(1eas
(%1 0)g01 ¥ 9 189S | aA{eA PlOUd|OG uoissaad
It ‘ot L01 GOt ¥ 2> s 2¢€0 0 (%1)go1 X 1 PeaT 3I1p 8100-982 IW -wod) ssern
(JuedrIqny
1o0jenday Bux-g)
11 601 01 X 8> 1S 01 °0 juedLIqQUT | F2€0-$82 AW 228 2dAL aqniuig

1o3enday

g0l X 2> ‘wnly 02170 ¢¥2e0-¥82 AN 1-001 ©N 183SOI2TN

(%1 °0)g01 X ¢ 1ojeinday D addg,
11 g0l X %% GOl X 2> | "wnly 020 ‘0 (%1)501 XS ¥ wlerydelq | $2€0-¥82 AW 1€9-1-TIN TeldAW
SATBA MDOYD 88
4 301 X 6> ‘T3S 060 °0 (ess joddog | ¢L2€0-%82 AN ¥ au1zeIS1SIY
g0T X 2 (%1°0)301 % 9 ¢ SATBA YD2UD 1aqqni
o1 g0l XG0 $01 X 6> ‘T3S 060 °0 (%1)g01 X %G leas joddog | 12€0-¥82 AW 20L-%£9 ¥dS thaing

(%1 °0)g01 X 6 € Burdnon

GOT X 2> 1S §%0 0 {(%1),01 x8°g duui-g 6000-¢£L2 AN 9 ON DWO
(%1 .ovmﬁ: X9 SAleA proUdfog 8-08€-N | (fuoD) xaqquna
0T X 9> s 021°0 (%1)g01 * 1 squrz-Q 8100-%82 W | 'dwop 1ayreg 3uodTIg

siseqg ﬁ..\E.u\mwamm wn /s8ayg Suiprayg wny /s3ay 1eIag jusuodwon uoned1yioadg Te1IajeW
adudI9yeYy ‘ofeso(g adeso( WIn WITUT aBeso(
srqeidadoy 11eq WNUWIXRN 2uoz WS pasfl aIaym
(3u0n) SO1ITBIPUIUON WD} SAG POS I —90UBISISIY uonepey °'[] 91qel

- 55 -

SID 65-1527



SPACE and INFORMATION SYSTEMS DIVISION

NORTH AMERICAN AVIATION, INC

wolsds Juidned pue uoiezI{In u:m:waohmm

Auedwon asqqny uewug,;

afewep ajerapow jo FuruuiBag .

Surz-0
11 g01 X 2 (%1 .ovwoﬁ X g'¢ waysAs ol $100 Iaqqni
01 g0l ¥ 60 L 0L°0 (%1) 0T X ¥°g jutol suey 10209%-LEA | ‘20007192 AW oreyjuLdg
(B1°0)g0T X 61

?\oimoH X 6°2 S1°0 ofuey xosuag juerradorg

NmUDnH uoTIRI[BISUI Mue],

Tt g0T X2 | (%1 0)g01 X% 1 (%1°0)g01 X6 ¢ (sButz-Q) 10208%-LEA
01 g0l X6°0 (%10t x 172 0z 0 (%1),01 %8 S sTeas 100 1020L7=LEA (047%€9¥S | F2qqni Thing

siseq wwn/sdag wn/sdxg Sutprotyg wn/sfag 11e319(] 11ed /WalsAg uotjeotyioadg Tetaaley
ERLERESYER ‘afeso(y a8eso( WINWITUTIA a8esoq
stqeydasoy jied WNWIXEN auo7z WS pPas) |a13Yyp\

SDIT]RI9WIUON] MUBT, — 3DUBISISOY UOTIRIPRY

‘21 219l

- 56 -

SID 65-1527



SPACE and INFORMATION SYSTEMS DIVISION

NORTH AMERICAN AVIATION, iNC

1\\ SAOTTe WNUIWN]Y:

mmn: ¢~o~ r S1991s ssajuielg #1071 mmo~
sonserd 11y
SHOTUPY 18

0201 e101 - N 10T 0201
susifisfiog
1991s uoquien

6101 2101 ST10 uoqaed01pAy drjousyd xowijod 2101 6101
PATI-TRIDUTA

waoﬁ .HAOH COIN 1101 10T
susjhylahiog
ayrydean

L101 010t 0101 L1071
spinbi owedip
Iaqqna [eInieN

9101 601 zoqqna hing 601 9101
193 M
a11oN7T

1! o 0T 01
uoyyal,
sse[n
s10lStSuUBRI]

P10 01 101 101

(zw /1) (0) Tetiotey yo adh g () (pwo /1)
Tewrayidy | w)/sSag wn/sday fewraylrdyg
sgores) poIRdlIly
AjTenyuassyg saur0d9g Aqerooaddy
steraajey Suiraeswiduy (ed1dA T jo Aji[iqeig uonyep®y ‘¢l °IqBL

- 57 -

SID 65-1527



NORTH AMERICAN AVIATION, INC @ SPACE and INFORMATION SYSTEMS DIVISION

Table 14. Radiation Effects on Plastics and Rubber Materials

Beginning of Beginning of
Material Moderate Damage Serious Damage
ergs/em (C) ergs/gm (C)
Plastics Materials
Phenolic Laminates 10%2 1072
Polystyrene 7.5 x 1010 6.5 x 101t
Polycater Laminates 7.5 x 1010 5.5 x 10°t
Phenolics, Mineral-Filled 5 x 1010 5 x 100
Silicones, Glass-Reinforced 5x lOlO 5x lO11
Epoxy Resins lOlO 9 x lO10
Phenolics, Unfilled 4.5 x 107 3 x 10%°
Polyvinyl Chloride 4.5 x 107 5 x 1010
Amino Resins 2 x 107 - 9x107
Polyethylene 107 9 x 107
Cellulosics ‘ g x 10° 5 x 107
Silicones 108 L5 x 10
Polyamides 108 107
Polyesters, Unfilled 108 2.5 x 10°
TFE Fluorocarbon 5 x 10° 2.5 x 107
Rubber Materials
Urethane 7.5 x 107 4.5 x 1029
Natural 6 x 107 3 x 101°
SER 3.5 x 107 3 x 1010
Nitrile 2 x 107 9.5 x 107
Neoprene 2x lO9 9.5 x lO9
Aerylic 0.5 x 107 1010
Silicone g x 10° 6 x 107
Fluoroelastomers 8 x lO8 L x lO9
Polysulfide 1.5 x 108 4.5 x 108
Butyl 0.5 x 10° 4 x 108 o
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Table 15, Material Resistance Data Sources

1. Titan II Storable Propellant Handbook, Revision B, March 1963

2. Aerojet-General Corporation, Liquid Rocket Plant, "Storable Liquid
Propellants Nitrogen Tetroxide/Aerozine 50", Report LRP 198,
Second Edition, June 1962

3. Lear-Siegler Design Verification Report 3620-2

L. Lear-Siegler Qualirication Test Report TR1310.

5. J. C. Carter, Design Verification Report 3534

6. J. C. Carter, Design Verification Report 3534-1

T. J. C. Carter, Qualification Test Report 3534-2

8. J. C. Carter, Qualification Test Report 3534-4

9. NAA cngineering Development Laboratories Memo SNE 7-63-15,
o 16 July 1963

10. ARMA Report, IDEP No. 347.60.00.00-B5-03, April 1962

11. Radiation Effects Information Center, Battelle Memorial Institute,
Report No. 21, September 1961

12. Pennsalt Chemical Corporation, Philadelphia, Pa.

13. Nuclear Environmental Testing, L. B. Gardner, Litton Industries,
Proceedings of the Institute of Environmental Sciences,
April 1960

4. NAA/S&ID Procurement Specifications

e
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‘ poppets and solenoid shuttles., None of these non-metallics is considered
subject to serious degradation over a 45-day mission at the vacuum levels
expected, The vapor pressures and outgassing rate data of typical elastomers
are shown below.

] Vapor Pressure Outggssing Rate 2
Material torr at 20°C torr liters/sec cm
Silicone Rubber 10™° 3 x 10~2
Nylon 10'5 - -

Teflon 1076 5 x 1070
Kel-F 10-6 5 x 1070
Silastic 1077 ---
Neoprene Rubber 107> 2 x 1074
Butyl Rubber No Data 1.5 x 10-6
Mylar No Data ---

‘ The propellant tank relief valve, as presently designed, has a metal

to metal stem slide bearing. However, it is planned that the Block IT

design will incorporate a Teflon sleeve bearing surface which will eliminate
any cold welding problem. When the improved design is implemented, it should
be reevaluated for AES application.

The components in the engine pneumatic (GNZ) pressurization system,
such as the pressure regulator, solenoid valves (3 way), actuator, and
relief valve are protected from vacuum exposure by check valves which
maintain a slight back pressure on the components.

el . ~—TORFERITAL
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V. AES SERVICE PROPULSION SYSTEM

Two configurations (designated A and B) of different propellant
capacities are recommended for the AES SPS, Configuration A uses all four
of the Apollo Block II propellant tanks. Configuration B uses only two of
the tanks and is for off-loaded missions requiring less than 53 percent of
the Block IT propellant capacity. Configuration B is identical to Config-
uration A except for: (1) deletion of two propellant storage tanks, and
(2) plumbing and gaging changes necessitated by (1).

Both configurations are designed to provide the impulse necessary to
change the linear momentum of the spacecraft for the normal and contingent
AFS mission maneuvers listed below.

1. Abort after LES jettison (abort to orbit or abort to entry)

2. Earth orbital plane changes

. De-orbit from earth orbit

. Translunar course corrections

3
L
5. Translunar aborts
6. Lunar orbit insertion
7. Lunar orbital plane changes
8. Lunar orbit abort
9. Transearth injection

10. Transearth course corrections

11. Earth orbit injection.-

The SPS will provide the spacecraft velocity increments for these
maneuvers by providing an approximately constant thrust in the plus X direc-
tion through the center of gravity of the spacecraft, To provide the impulse
required, the primary requirements of the SPS are as listed in Table 17.

CONFIGURATION A

The AES Phase II SPS is comnosed of the following integrated equipment

as shown in Figure 7: engine, pressurization, propellant supply, propellant

utilization and gaging system (PUGS), leak detection gaging, displays and
. controls, and electrical and instrumentation.
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The SPS provides a nearly constant propulsive force through combustion
and expansion of propellants supplied under pressure to a combustion chamber.
The engine and its thrust chamber are gimbal-mounted with actuators for
thrust directional control. The oxidizer is nitrogen tetroxide, and the
fuel is a mixture of unsymmetrical dimethylhydrazine and hydrazine. The
propellants are forced to the engine from their tanks by gas displacement
at a controlled pressure, using helium from high-pressure storage vessels.
Propellant gaging is provided to indicate fuel and oxidizer quantity and
ratio imbalance during firing. Displays for monitoring critical SPS param-
eters and controls for operating certain SPS functions are contained within
the CM.

ENGINE

The engine is a non-throttleable, gimballed, pressure-fed rocket engine
consisting of an ablation-cooled combustion chamber, radiation-cooled nozzle
extending from 6:1 to 52.6:1 area ratio, aluminum injector, thrust and gim-
bal mount, propellant valves, propellant valve actuation package, gimbal
actuators, electrical harness, propellant lines, and drain and vent lines.
The engine operates nominally at a chamber pressure of 96.0 psia and a
vacuum thrust of 20,000 pounds at a minimum specific impulse of 311.7
seconds. The engine is capable of a minimum of 36 restarts with engine
design 1ife of 750 seconds.,

Propellants are injected into the thrust chamber at a nominal mixture
ratio of 1.6 to 1 by weight of oxidizer to fuel, and ignition occurs by
hypergolic reaction. Control of propellant to the thrust chamber assembly
is provided by a redundant set of series-parallel ball valves actuated by
pneunatic pressure controlled by electrically operated solenoid valves.

The pneumatic tank and lines upstream of the shut-off valve have a volume
of 125 * 5 cubic inches and are filled with GN, to a pressure and temperature
equivalent to 2500 + 5 psig at 70F.

Engine gimballing on the yaw and pitch axis is accomplished by electrical
actuators (26 volt dc) with redundant motors, gear train, and magnetic clotches
operating on a single ball-screw shaft.

PRESSURIZATION EQUIPMENT

The pressurization equipment consists of a high~pressure helium supply
contained within two spherical vessels of internal volumes of 19.6 cubic
feet each, and associated pressure regulators, isolation valves, check
valves, and relief valves, Nominal vessel fill pressure is 3685 psi.

The fuel and oxidizer storage tanks are pressurized from a common helium
source., Two solenoid-operated poppet valves, installed in parallel down-
stream of the helium pressure vessels isolate the helium supply when the
propulsion subsystem is not operating. Propellant pressure control is
accomplished by two helium pressure regulator assemblies installed in
parallel, one assembly downstream of each of the helium supply isolation
valves, FEach regulator assembly consists of a primary and a secondary
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regulator in series. The primary regulator reduces the variable upstream
pressure to the normal downstream operating pressure of 185 psi. The
secondary regulator in the assembly remains open as long as the primary
regulator functions properly. A series-parallel installation of check
valve assemblies, downstream of the helium pressure regulators, prevents
backflow of propellants into the pressurization equipment. One oxidizer
and one fuel pressure relief valve assembly, each consisting of a relief
valve, a burst diaphragnm and a filter screen, provide protection for the
respective propellant tanks.

PROPELLANT SUPPLY EQUIPMENT

The propellant supply equipment contains an oxidizer and a fuel supply
and distribution system. The oxidizer is contained within two hemispherically
domed, cylindrical titanium tanks. The sump tank and storage tank have
internal volumes of 160.5 cubic feet and 127.8 cubic feet, respectively,
and contain a maximum of 24,430 pounds of usable oxidizer.

Normal working pressure in the tanks is 175 psia. The maximum working
(limit) pressure is 225 psid. The two tanks are connected in series by a
single propellant transfer line, with the upstream tank utilized as a
storage tank and the downstream tank as a sump. Oxidizer is supplied to
the engine through a propellant retention reservoir in the bottom of the
sump tank and a line from the reservoir outlet to the engine. The fuel
equipment is identical in size and configuration to the oxidizer equipment
and contains a maximum of 15,270 pounds of usable fuel.

PROPELLANT UTILIZATION AND GAGING EQUIPMENT

The propellant utilization and gaging equipment consists of oxidizer
and fuel tank primary and auxiliary quantity-sensing devices, an electrical
control unit, an oxidizer flow control valve assembly, and a crew display
panel. This equipment monitors the quantities of propellants remaining
during periods of SC acceleration in order that the desired oxidizer-to-
fuel consumption rate ratio can be manually on-off step controlled during
firing, to assure that depletion of the oxidizer and fuel occurs almost
simultaneously,

The primary quantity sensors are cylindrical capacitance probes mounted
axially in each tank. Auxiliary gaging is accamplished by impedance point
sensors which provide a step function impedance change when the liquid
level passes their location. Oxidizer flow control is accomplished by manual
control of a motor-operated, redundant, double-blade valve assembly which
has three positions: increased, decreased, or normal oxidizer flow rate.

No fuel flow control is provided. The control unit provides circuitry to

perform all required computations for the gaging equipment. The function

of the control unit is: (1) to campute total propellant quantities from

individual tank quantities, (2) to compute propellant imbalance, (3) to

compare continuously during SPS firing oxidizer-fuel ratio, and (4) to com-

pare continuously, during SC acceleration, total propellant quantities .
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indicated by primary and auxiliary equipment. The crew display panel
provides onboard indications required by the crew and switches for control
functions and onboard testing,

DISPLAYS AND CONTROLS

The following CM control functions and displays are provided for the
SPS for both Block II and AES Phase II. ’

Engine Control Switches

Gimbal actuator motor ON-OFF switches Y, Y
Two prepilor valve ON-OFF switches

Gimbal actuator trim thumb wheels, pitch and yaw
Thrust ON switch.,

P

2 Fps Py

Propellant Management Switches

PU Valve, oxidizer flow
INCREASE-DECREASE switch
PU Valve, primary-secondary
Gate selector switch
PU sensor, primary-auxiliary switch for change from
continuous sensing to point sensing
PU auto-test
Self-test switch
Two helium isolation valves
ON-OFF auto switch

SPS Caution and Warning Indications

Pitch gimbal drive fail

Yaw gimbal drive fail

Flight Combustion Stability Monitor (FCSM)
SPS propellant critical imbalance warning
SPS wall temperature high

SPS pressure (tank overpressure)

Propellant Equipment Quantity and Oxidizer-Fuel Usage Presentations

Oxidizer quantity meter
Fuel quantity meter
Unbalance meter

SPS Pressure and Temperature Presentations

GN, tank, pressure (engine valve actuation) (2)
Helium tank, pressure and temperature meter
Propellant tank, fuel pressure meter
Propellant tank, oxidizer pressure meter

- g SR,
-

gt
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Engine inlet, fuel pressure meter
Engine inlet, oxidigzer pressure meter
Thrust chamber, chamber pressure meter

Other SPS Indications

Oxidizer flow increase indication

Oxidizer flow decrease indication

Helium isolation valves (2) OPEN-CLOSE indications
Pngine valve OPEN-CLOSE indication (4)

Engine yaw gimbal position indication

Engine pitch gimbal position indication

Thrust ON indication

SPS GROUND SUPPORT EQUIPMENT

Ground support equipment required to support AES SPS test and launch
operations includes servicing equipment, checkout equipment, handling
equipment, and auxiliary test sets needed to simulate CM control subsystems
for ground test operations. Table 18 summarizes AES SPS GSE showing the
model designation and the facilities where the equipment is required.

SPS OPERATION

Prior to SPS operation, the engine prepilot valves upstream of the ‘
pilot valves are opened, the gimbal actuator electric motors are started,
and the engine thrust vector position is aligned with the vehicle center-
of-mass by the use of manual controls on the control panel. With the pre-
pilot valves open, the gimbal motors running, and the thrust vector aligned,
the SPS is activated upon receiving signals from the guidance and control
subsystem or by manual override. When the SPS firing signal is received,

a 28-volt direct current energizes the pilot engine pneumatic system pilot
valves that admit pneumatic pressure to the propellant valve actuators.

The actuators, attached by mechanical linkage to the main propellant valves,
open the valves. Propellants flow into the injector and combustion chamber
and ignite hypergolically to provide engine thrust. The 28-volt starting
signal also simultaneously opens the helium isolation valves to provide
continuous propellant tank pressurization during propellant consumption.

Engine shutdown is accomplished by removing the 28-volt dc signal from
the propellant valve actuator pilot valves. When in the de~énergized posi-
tion, the pilot valves dump the pneumatic pressure, allowing the main pro-
pellant valves to close. The 28-volt signal is simultaneously removed from
the helium isolation valves. Subsequent to engine shutdown, the gimbal
actuator motors and the prepilot valves are manually de-energized.

During engine operation, thrust vector alignment is controlled by
closed-loop operation with an integrated guidance and control subsystem.
During all normal SPS firings, the THRUST ON signal is provided by the
guidance and control subsystem, with the spacecraft crew performing the .
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Table 18, AES SPS Ground Support Equipment

Page 1 of 4
Use Location
Model No. Descriptive Title Downey| WSMR/ | MSC | KSC
PSDF
MAJOR EQUIPMENT
A3L4=243 Umbilical disc set X X X X
A14-028 Optical alignment set (engine
installation) : X X X
Al4-0L4-0001 Nozzle closure, 6:1 nozzle X X X X
Al4-045-0001 Nozzle plug, leak and pressure,
140-psi X X X X
A14-051-101 CM substitution unit X X X X
AlL~-056-0002 SM gimbal locking fixture link X X X X
A14~060~0001 Nozzle extension closure X X
. Alh-125 Nozzle extension leak check
test set X X
Al4=-140 Inertia simulator, nozzle
extension, nonfireable X X X
A4-036 Ground air circulation unit X X
AL~046 Crane control auxiliary X X X
AlL-208 Nozzle extension SPS engine
inertia simulator, fireable X X
Cl4~017 SPS engine installation
alignment fixture X X X X
Cl4-075=-201 SPS pneumatic checkout unit X X X X
C14~089-101 Mobile data recorder, all
systems X X X X
Cl4-163 SPS PUGS BME X X X X
Cl4=-408 Thrust chamber alignment BME X X X X
. Cl4=449 SPS control unit, He servicing X X X X
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Table 18, AES-SPS Ground Support Equipment (Continued) .
Page 2 of 4
Use Location
Model No. Descriptive Title Downey| WSMR/ | MSC | KSC
PSDF
MAJOR EQUIPMENT (Continued)
Cli-455-101 SPS remote control relay unit,
static firing X X X X
C1l4-468 Freon unit, engine leak check X X X | X
Cl4-488 Control unit, fuel servicing X X X X
Cl4~-489 Control unit, oxidizer servicing X X X X
C14-602 STU, SPS control unit, checkout
and static firing X X
A14-231 Dummy panel, Helium access X
H14-024-0001 SPS engine sling X X X X
H14-064 Helium tank sling X X X X ‘
H14-072 Mission propulsion engine support X X X X
H14-089 Polarity checker, engine gimbal
actuation X X X
H14-179 Gimbal test support stand,
SPS engine X X
514-002-101 Oxidizer transfer unit, SPS
=201 servicing X X X
S514-003 Mass spectrometer, helium leak
test X X
S14-008 Fuel transfer unit, SPS servicing X
S14-008-101 Fuel transfer unit, SPS servicing X
S14-008-201 Fuel transfer unit, SPS servicing X X X
S14-009-0001 Helium transfer unit, SPS
servicing X X X
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Table 18. AES=SPS Ground Support Equipment (Continuedg

age 3 of 4
Use Location
Model No. Descriptive Title Downey| WSMR/ | MSC | KSC
PSDF
MAJOR EQUIPMENT (Continued)

S14-014 Fluid distribution equipment,

house spacecraft servicing X
S14-022-0002 Helium booster unit, 6000 psi X X X X
S514-035 Fluid distribution equipment,

static firing servicing X
S514-058 Fuel ready storage unit X X X
S14-059-0001 Oxidizer ready storage unit X X X
S14=060 Toxic vapor disposal, fuel X X
S14-061 Toxie vapor disposal, oxidizer X X

. S14-062-0001 Helium ready storage X X X

S14-069 Moisture monitor unit,

decontamination X X X
S14-070 SPS engine decontamination unit X
S514-071 Mobile induction brazing unit X X X
S14=-045-101 Fluid distribution equipment,

thermal vacuum X
S14-082 Fluid distribution equipment,

Building 290 X
S14-084-0001 Halogen leak detector unit X X X X
S14-099 Pressurizing unit, SPS tank

protection, shipping and storage X X X X
S14-113 Helium regulator ambient sensing

port £ X

HANDLING AND MISCELLANEOUS EQUIPMENT
‘ H14-124 Work stand - integration X X X
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Page 4 of 4 }
Use Location

Model No. Descriptive Title Downey| WSMR/ | MSC | KSC
PSDF

HANDLING AND MISCELLANEOUS EQUIPMENT (Continued)

Table 18, AES~SPS Ground Support Equipment (Continued)

A14-043-0001 Protect cover, kit, nozzle

extension, handling X X X
H14-052 Positioning trailer, engine

handling X X X X
H14-060 Fuel and oxidizer tank sling X X X
H14-120 Support fixture, SPS engine

checkout and maintenance X X
H14-132 SPS engine dolly X X X X
H14-134 Spacecraft integrated test

support base X X X X
H14-157 SPS nozzle extension handling

fixture X X X X
S14- Cable sets, spacecraft, GSE,

and ACE X X X X
H14-105 Dolly, Service Module X
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prefire operations described above. However, a manual THRUST ON switch is

provided to allow manual firing of the rocket engine by the crew during
certain emergency modes.

SPACE and INFORMATION SYSTEMS DIVISION

SPS SUBCONTRACTORS

Table 19 lists the Apollo Block II subcontractors and procurement
specification numbers for SPS components and subassemblies.
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Table 19.

SPS Procured Components and Subassemblies

Component or Subassembly

Specification

Subcontractor

Valve, solenoid, normally
closed, helium, 5/8 inch

series~parallel, helium

Valve, relief, pressure,
helium, SPS

Heat exchanger,
oxidizer-helium

Heat exchanger, fuel-
helium

Coupling, helium, SPS,

MC 284-0018

MC 284-0330

MC 362-0019

MC 362-0019

MC 273-0009

Accessory Products

Regulator Unit, pressure MC 284-0324 B. H. Hadley
helium, SPS (4500 psia)
Check valve assembly MC 284-~0327 Accessory Products

Calmec Manufacturing

United Aireraft Products

United Aircraft Products

On-Mark Couplings

disconnect
Coupling, propellant fill MC 273-0012 J. C. Carter
and vent, SPS, disconnect
Coupling, system test MC 144-0023 Lear-Siegler
point disconnect
Flex comnector, fuel MC 273-0071 Aeroquip
Flex connector, oxidizer MC 273-0040 Aeroquip
Utilization and gaging MC 610-0001 Simmonds Precision Products
equipment, propellant, SPS
Rocket engine, service MC 901-0009 Aerojet-General
propulsion system
Oxidiger tanks: Drawings: General Motors,

Sump V37-342102 Allison Division

Storage V37-343102
Fuel tanks: Drawings: General Motors,

Sump V37=-342102 Allison Division

Storage V37=-343102
Helium tanks Drawing Electrada, Airite Division

V37-347102
© - 76 -

&

»

SID 65-1527



NORTH AMERICAN AVIATION, INC SPACE and INFORMATION SYSTEMS DIVISION

CONFIGURATION B

Configuration B of the AES SPS is the same as described for Configura-
tion A with exceptions as noted in the following paragraph. A system fluid
schematic is shown in Figure 8.

For Configuration B, the oxidizer is contained in a single Apollo
Block II sump tank having an internal volume of 160.5 cubic feet and contain-
ing 12,948 pounds of usable oxidizer. Normal working pressure in the tank
is 175 psig. Configuration of retention reservoir and lines downstream of
the tank are identical to Configuration A. The fuel equipment is identical
in size and configuration to the oxidizer equipment and contains 8092 pounds
of usable fuel,

Due to the deletion of the two propellant storage tanks, Configuration B
will require only two of the four tank sensors used on Configuration A.
Some revision to the electronic and display portions of the PUGS as well as
to the GSE may be required., System interfaces will remain unchanged if
possible and changes to the PUGS/spacecraft/GSE are to be minimized.

The use of only two sump tanks requires that the transfer line be
eliminated and the one inch helium supply line be adapted to the sump tank
door propellant transfer line inlet., The transfer line drain and external
disconnect coupling will remain for its original purpose but must be connected
to the new helium supply line.

The GSE units used for checkout of the Configuration A SPS PUGS are to
be used for Configuration B checkouts with modifications necessitated by
the changes from 4 probes to the two-probe configuration, The following
GSE will be affected:

1. Cl4-352 PUGS C/0 Unit

2. Cl4-241 ACE

3. Console displays

L. Documentation referencing the above equipment,

a1 "~ CONFIDENTIAL
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DESIGN CHANGES FROM BLOCK II TO AES

The required changes in SPS design from Apollo Block II to AES are
listed in the following.

Changes will be made to the engine and its installation to allow for
external servicing of its pneumatic system. The nature and extent of the
changes are treated in subsequent sections,

Due to space allocations on the AES SM, the helium panel must be
rearranged, However, the relationship of the mainstream components and
lines will remain unchanged., Panel structure and test point configuration
will be changed but will not require retest.

A feasibility study is planned covering the design of a new or supple-
mentary fluid (propellant and helium) gaging system to allow continuous
quantity readout capability for leak detection purposes. The present
gaging system function of providing outage control information will be
retained and performed by the new system or by the present Block II system
depending on the outcome of the study.

‘ Analysis has indicated that backflow propellant leakage through the
helium check valve will be a problem during a 45-day AES mission even
though such leakage can be tolerated during the Apollo Block II missions.
System changes to eliminate this problem are required. Future studies will
detemine the extent and nature of such changes.

An alternate, reduced tankage configuration will be utilized for AES
missions where propellant requirements are less than 53 percent of Block II
capacity. Changes to the system will include: (1) removal of both the fuel
and oxidizer storage tanks; and (2) rearrangement of propellant and pres-
surant lines and gaging system as required by (1) above.
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POTENTTAL AES CHANGES FROM BLOCK IT

Apollo test results for the present butyl rubber propellant tank door
seal appear to have acceptable leak rates (maximum 5.5 x 107 scc/sec),
but the effect of N5O, on the O-ring (shore, volume swell, and elongation)
are of such magnitude as to cause doubt for any usage beyond the 16 days of
the Apollo test.

Implementation of a new door seal design is presently being accomplished
for the Apollo propellant tanks, The design is a Teflon seal backed by a
stainless steel "V" ring, This new design appears to be more acceptable
for the AES mission, but final resolution in this area will be obtained
after Apollo door seal testing and design revision has been accomplished.

The propellant valve shaft seal drain line may require some modifica-
tion due to propellant leakage with possible freezing and blockage of the
line, The propellant trapped in the blocked line can leak into the common
gear housing, causing a possible corrosive or explosive condition to impair
the integrity of the valve shaft seal. This potential problem is common
with the Apollo and AES missions, and data may be obtained from Apollo
tests.

After final selection of helium check valve poppet seal material for
Block II, the material must be re-evaluated for AES 45-day propellant
exposure resistance.
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INTERFACE DEFINITIONS

The following defines the interface requirements for the AES service
propulsion system.

ELECTRICAL POWER INTERFACES

SPS power requirements for AES are the same as for the Block II SPS
as shown in Table 20. To obtain mission power profiles, the power require-
ments for any phase of a mission are discussed below. The duration of each
phase may be taken from AES mission timelines to establish the power profile
and total energy required for any mission. Since the maximum SPS firing
duration is 625 seconds and the maximum number of starts is 36, the maximum
total energy (not including tests) required for a mission is shown in
Table 21.

One minute prior to lift-off, during launch and up until one minute
after launch cut-off, the SPS shall be armed. Any subsequent S-IVB firing
shall also require arming one minute before and until one minute after,
Arming during these phases requires zero ac power and 1418 watts dc power.

During the minute before and the minute after an SPS firing, or during
‘ an aming test, the SPS shall be amed and will require idle power for
gimbal motors and prevalves., This requires zero ac power and 1418 watts
dc power. For the duration of an SPS firing, the power required is 69.5

watts ac and 2180 watts dc (140 watts for the pilot valve is customarily
budgeted to SCS but is considered SPS here).

TEMPERATURE LIMITS

AES mission thermal-attitude effects should result in SPS temperature
not exceeding the following limits:

Propellant temperature limits in tanks

At lift-off T0+5 T
During flight 4o+ to 80 F

Propellant temperature limits in lines (including at disconnect panel)
LO +to 1.0 F
PUGS control unit temperature limits

ON (during SPS firings) LO to &8 F
OFF (during boost and coast) 20 to 140 F (not to exceed 8 hours)

.Er e - 4
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Table 20, Power Requirements
Equipment Power Requirements (watts)
PU Gaging Equipment 62.6 AC
PU Valve 6.9 AC
PU Gaging Equipment 14.0 DC
PU Valve (actuated) 5.6 DC
PU Valve (normal) 2.8 DC
Helium Solenoid Valves 125.0 DC
Gimbal Actuator Motors (idle) 1348.0 DC
Gimbal Actuator Motors (firing) 1825.0 DC
Prevalves 70.2 DC
Pilot Valve 140.0 DC
- - 86 - oR
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Back wall of thrust chamber

. . j:
®

500 F maximum
Helium panel

+30 to +150 F
Relief valve

+30 to +150 F
Gimbal actuators

Operating -10 to +200 F
Not operating -10 to +140 F

Gimbal bearings

-10 to +200 F

Table 21. Maximum Mission Energy Requirements

NORTH AMERICAN AVIATION, INC SPACE and INFORMATION SYSTEMS DIVISION

. Power Energy
Period Duration (Watts) (Watts-hours)
(Hrs.)
AC DC AC DC
Launch .35 0 1418 0 496
Armed (26) .868 0 1418 0 1230
Firing A74 69.5 2180 12.1 370
Maximum Total Energy per Mission 12.1 2092

(Not including ground and in-flight tests)
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ENGINE ACCESS AND SERVICING

The AES SM has limited space available and direct engine access on the
launch stack as is provided in Block II may not be retained. However,
access is provided by moving a hydrogen tank in Sector IV (see report
SID 65-1529, Spacecraft Design Summary). This access permits engine electri-
cal and pneumatic package functional checks, inspection and maintenance before
the count down phase but does not permit engine nitrogen servicing since
gas servicing occurs subsequent to hydrogen tank chill down. For this
reason, the engine nitrogen servicing connections are to be relocated to an
external point on the AES SPS. Since the engine and its pneumatic package
are gimballed, a design utilizing two flexible 0.25-inch fill lines from
the engine to two fill ports on the SM skin line are required. It is
anticipated that this design will consist of free lengths of 0.25-inch

tubing long enough to accommodate engine gimbal motion without excessive
flexural stress.

Other methods for engine gas servicing that do not require flexible
high~-pressure lines were evaluated and discarded. These involved access
through the SLA, and one of the following:

1. Fill connections supported by the engine and located on a shielded
. panel below the nozzle aft bulkhead closeout boot.

2. Fill connections located on the engine above the boot with
provision for arm access through the boot.

3, Fill connections located on the engine with personnel access through
the aft bulkhead.

The specific engine components which will require access prior to the
countdown phase (for functional checks, inspection, and maintenance) by
moving the hydrogen tank are listed as follows:

2l, electrical connectors
2 instrumentation connectors
2 valve actuation packages (each replaceable as a unit)

Bach valve actuation package consists of:

nitrogen vessel
pressure regulator
rupture disc assembly
relief valve oo
solenoid pilot valves
test points

RSN R
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EVALUATION OF AES GIMBAL LIMITS

The AES missions utilize the standard Apollo Block II SPS without
changes., However, in support of AES studies, pallet weight limitation of
1700 pounds was identified. Since NASA is planning for heavier pallets,
the following explains the basis for the pallet weight limitation and
describes what is involved in raising the limitation.

The pallet weight limitation is imposed by the Block II thrust vector
control (TVC) design limit on c.g. excursion of:

Pitch (X-Z plane) -1/L4 to H, 1/L degrees
Yaw (X-Y plane) -1/4 to +3 1/l degrees

These TVC characteristics were established to match the c.g. excursion
envelope of the several possible Block II vehicle configurations (with and
without LEM, with and without pallet weight). The pallet weight used was
1500 pounds in conformance with Apollo CCA 317.

When the SPS mixture ratio was changed from 2.0 to 1.6, the propellant
induced c.g. excursion was reduced substantially because the propellant tank
‘ arrangement became much more mass—-symmetric. Accordingly, the TVC angular
limits were reduced in a corresponding amount, Advantages accrued to the
TVC system through this reduction were included in the arguments presented
in favor of the mixture ratio change. However, the Block II requirement to
accammodate a 1500 pound pallet was retained intact.

Although gimbal angle capability was reduced in this change, nothing
in the way of TVC capability was given up. One of the primary requirements
for TVC is to maintain stable vehicle attitudes during SPS firing under all
applicable c.g. excursion and/or initial conditions. The angular limits of
gimbal swing are merely secondary requirements that stem from this primary
TVC requirement. There is no requirement to have a TVC system with gimbal
angle capability in excess of the over travel requirements. In fact, to
design for excess gimbal swing would ordinarily impose unnecessary and
adverse requirements on TVC, particularly with respect to large signal
stability.

The c.g. excursion limits cited above were obtained from the Block II
gimbal limits and the fact that 2.25 degrees over travel past the c.g. is

required for control throughout the SPS burn profile. Previous gimbal
limits are compared with current limits in Table 22,
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Table 22, SPS Gimbal Limits .
Original Current
Configuration Block I Block IT Block II
LEM No Yes & No Yes & No
Mixture Ratio 2.0 2.0 1.6
Pallet Weight, pounds None 0 to 1500 0 to 1500
Pitch travel, degrees + 6 +5 + 4.5
Yaw travel, degrees + 7 + 6.5 + 4.5
Pitch Null Offset, degrees 0 0 + 2
Yaw Null Offset, degrees + 4 +3 +1

To raise the pallet weight limitation requires an increase in plus yaw
TVC c.g. tracking capability of approximately one and two degrees for 3200
and 5000 pound limitations, respectively. To make such a change first ‘
requires a redefinition of the pallet weight range to be accommodated, the
coordinate envelope occupied by its centroid, and a description of its mass
distribution or inertial properties envelope, Secondly, a design change
investigation is required. With respect to the Block II service propulsion
subsystem, it is not now believed that the gimbal angle capability will be
a limiting factor. The gimbal actuator travel is adequate to pemit a two
degree increase and/or the null position could be moved. A study would be
required to determine the best method. Changing actuator travel requires
movement of its snubbing stops, a factory operation,

With respect to the Block II stabilization and control subsystem, its
design is now frozen and a stability analysis is required whether the TVC
limits are changed by moving the gimbal null point or by increasing the
travel. This analysis would determine if the change has any impact on the
actuator characteristics such as rate and acceleration, as well as what,
if any, changes to the SCS design are required.
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VI. SUMMARY

The service propulsion subsystem to be used for AES is essentially the
same as the Apollo Block II SPS. The few changes required are:

1.

The addition of a zero gravity leak detection helium and propellant
gaging system to improve crew safety (Block II gaging system is
inoperable during periods of coast).

Provision for external nitrogen servicing for the engine to permit
more efficient space utilization in the SM.

A change in the helium pressurization system to eliminate backflow
leakage of propellant to the regulator.

The use of an alternate, reduced oropellant tankage configuration to
save weight on off-~loaded flights. This configuration eliminates
the propellant storage tanks and uses only the sump tanks.

A minor rearrangement of non-flow components on the helium panel to
permit changes in the panel configuration required by AES SM space
allocations.

In addition, potential changes for AES exist in areas still under design
revision and development for Apollo Block II, depending on the design selected
by Apollo. These include the oxidizer tank door seal (a change in material
is required), the engine valve shaft seal drain (a heater may be required),
and the oxidizer and fuel check valves (a change in material may be required).

These changes are the result of preliminary evaluation of AES requirements.
AES missions have been designed to fall within the maximum propulsion capability

of the Block II SPS, and no change in SPS primary performance characteristics
is required. However, the AES mission duration of 45 days, when compared to
the Apollo Block II duration of 14 days, requires review of materials life,
leakage effects, and coast-dependent failure effects on reliability., In addi-
tion, the AES SM incorporates minor changes from the Apollo Block II SM, and
the SPS installation requirements required review.

and high vacuum.

Materials life was evaluated for 45 day exposure to propellants, radiation,
None of these environments, when extended from 14 to 45 days,
changes the choice of Block II SPS materials except in areas where new materials

are being selected for Block II.

o v

g

The AES meteoroid environment requires protection of propellant tanks
and lines and an investigation of engine nozzle extension failure modes with
meteoroid penetration. ’

e
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The increase in mission duration has several implications on SPS fluid

leakage. Crew safety will be improved by the addition of a zero gravity leak

detection system to provide information for timely abort action. For improve-

ment of mission success, only leak prevention measures are useful. This area

requires further study of design aspects of seals and seal redundancy, plus

improvements in acceotance test technique for predicting production article

leak rates over long missions. The Block II leak rate standards for acceptance

test were reviewed and found to be adequate except for backflow leakage to the
regulator.

For AES missions requiring less than a full propellant load, a reduced
propellant tankage trade study was conducted. This resulted in a configuration
(designated as SPS baseline configuration B) to be used as an alternate to
the standard Block II propellant tank configuration which is required for some
AES missions. The final selection, consisting of two unmodified Block II sump
tanks, was chosen primarily for its simplicity. Other configurations of less
capacity would cover the presently anticipated off-loaded mission propellant
requirements and with greater weight savings. However, the increased com-
plexity of their changes required much greater cost per pound of weight saved.
The recommended configuration is applicable to those AES missions requiring
less than 21,000 pounds of SPS propellant. It uses only the two sump tanks,
the two SPS propellant storage tanks being omitted. Roth of the Block II
helium vessels are retained. However, it is recommended that the definition
of baseline configuration B be changed to use only one Block II helium vessel.
This will result in a 10 percent decay in chamber pressure and thrust over .
the last 30 seconds of flights requiring 21,000 pounds of propellant.

The recommended configuration has a cavacity of 53 percent of the maximum
usable propellant load, saves 586 pounds (the saving is 864 pounds if the
change to one helium vessel is made), and has the lowest cost per pound of
burned weight saved.
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APPENDIX A

SPS BLOCK II BASELINE DESIGN DEFINITION

1.0 SERVICE PROPULSION SUBSYSTEM DESCRIPTION
1.1 SERVICE PROPULSION SUBSYSTEM AES MISSION FUNCTIONAL RBQUIREMENTS
The SPS is designed to provide the impulse necessary to change the
linear momentum of the spacecraft for the normal and contingent AES mission
maneuvers listed below.
1. Abort after LES jettison (abort to orbit or abort to entry)
2. Earth orbital plane changes
3. De-orbit from earth orbit
L. Translunar course corrections
‘ 5. Translunar aborts
6. Lunar orbit insertion
7. Lunar orbital plane changes
8. Lunar orbit abort
9. Transearth injection
10. Transearth course corrections
The service propulsion subsystem will provide the spacecraft major
velocity increments for the above maneuvers by providing an approximately
constant thrust in the +X direction through the center of gravity of the
spacecraft,

1.2 SERVICE PROPULSION SUBSYSTEM PERFORMANCE REQUIREMENTS

To perform the SPS mission objectives listed in paragraph 1.1, overall
requirements of the subsystem are as listed in Table 23.

~
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Table 23. SPS Performance Requirements

Item Baseline Value

Dry Weight (including tanks) 2,830 lbs

Usable Propellant (maximum) 39,700 lbs

Thrust (nominal) 20,000 1lbs

Instantaneous Specific Impulse 311.7 sec (-3 sigma at end of 750
sec of firing)

Number of starts 36

Minimum impulse per start 5000 1b sec

Engine minimum run-to-run tolerance | + 200 lb sec

1.3 SERVICE PROPULSION SUBSYSTEM DESIGN DESCRIPTION

The SPS provides a nearly constant propulsive force through combustion .
and expansion of propellants supplied under pressure to a combustion chamber.
The engine and its thrust chamber are gimbal-mounted with actuators for
thrust directional control. The oxidizer is nitrogen tetroxide, and the
fuel is a mixture of unsymmetrical dimethylhydrazine and hydrazine. The
propellants are forced to the engine from their tanks by gas displacement

at a controlled pressure, using helium from high-pressure storage vessels.
Propellant gaging is provided to indicate fuel and oxidizer quantity and
ratio imbalance. Displays for monitoring critical SPS parameters and con-
trols for operating certain SPS functions are contained within the command
module.,

1.3.1 Service Propulsion Subsystem Equipment

The SPS shall consist of the following equipment:
1. Helium pressurization equipment

2. Propellant supply and distribution equipment
3. Propellant utilization and gaging equipment
4. Rocket engine assembly

5. Instrumentation

- - 96 - SoHEBE T
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6. Displays and controls

7. Servicing provisions.

The SPS shall be arranged as shown schematically in Figure 9. Refer
to Table 24 for component nomenclature and quantity.

1.3.1.1 Helium Pressurization Equipment

The pressurization equipment shall consist of a high-pressure helium
supply, contained within two spherical helium tanks of intermal volumes
of 19.6 cubic feet each, and associated pressure regulators, isolation
valves, check valves, and pressure relief valves. The helium tanks shall
have a limit pressure of 3685 pounds per square inch (psi), a proof pres-
sure of 4914 psi, and a design fill pressure of 3585 psia. The tanks shall
be connected to a common helium distribution line, All helium lines shall
have a minimum proof pressure of 8800 psi and a burst pressure of 17,600 psi.
Two solenoid-operated poppet valves, installed in parallel downstream of the
helium storage vessels, shall provide for isolating the helium supply when
the propulsion system is inoperative. Pressure regulation shall be accom-
plished by two pressure regulator assemblies, installed in parallel, one
asgembly downstream of each of the helium supply isolation valves. Each
regulator assembly shall incorporate a primary and a secondary regulator
in series. A series parallel installation of check valve assemblies, down-
. gtream of the helium pressure regulators, shall prevent backflow of propel-
lants into the pressurization subsystem. One oxidizer and one fuel pressure
relief valve assembly, each consisting of a relief valve, a burst diaphragm
and a filter screen, shall be provided for the respective propellant tank
systems. The pressure relief valves shall limit the pressures in the pro-
pellant tankage assemblies to 225 psi maximum,

1.3.1.1.1 Pressurization Assembly. The pressurization assembly
shall consist of the following components:

1. Helium pressure-regulating assemblies

2. Helium shutoff valves

3. Fill and drain coupling assemblies

L. Testpoint coupling assemblies

5. Helium check valve assemblies

6. Helium pressure relief valve assemblies

7. Helium tanks.

1.3.1.1.1.1 Helium Pressure-Regulating Assemblies. Each regulator

assembly shall incorporate a filter (40 microns or less) and a primary and
‘ secondary regulator in series. The primary regulator shall reduce the high
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Table 24, SPS Component Nomenclature and Quantity

Nomenclature Quantity

Engine (AJ10-137):
Chamber
Injector, baffled
Valve, Bipropellant
Pneumatic Valve Actuation Assembly
Nozzle Extension
Actuator, Yaw
Actuator, Pitch
Mount, thrust
Wiring Harness

‘ Propellant Line

Fill Vent Line

T N N Nl e e e = Y Sy W

Seal Drain Line
Pressurization Subsystem:

Test Point Coupling

Valve, Relief Oxidizer

Valve, Relief Fuel

Valve, Quad Check, Fuel

Valve, Quad Check, Oxidizer

Regulator, Pressure Helium

Coupling, Fill and Drain

Vessel, Pressure

Union, Overboard Relief

N NN H N R R R e b

' Valve, Solenoid Shutoff

Fwmtt o w%m«ﬁd.
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Table 24. SPS Component Nomenclature and Quantity (Cont)

.
- .

Nomenclature Quantity

Oxidigzer Distribution Subsystem:
Coupling, Oxidizer Residual Drain
Flexible Joint, Oxidizer Line
Heat Exchange, Helium Low Pressure
Coupling, Oxidizer Vent
Tank, Oxidizer Storage
Tank, Oxidizer Sump

Coupling, Oxidizer Fill and Drain

T S = = I =

Reservoir, Propellant
Fuel Distribution Subsystem:

Coupling, Residual Drain

Flexible Joint, Fuel Line

Heat Exchanger, Helium Low Pressure
Coupling, Fuel Vent

Tank, Fuel Sump

Tank, Fuel Storage

Coupling, Fill and Drain

I N I = = =

Reservoir, Propellant

Gaging Subsystem:

Valve Assembly 1

Sensing Probe, Fuel Sump 1

=

Sensing Probe, Fuel Storage

Sensing Probe, Oxidizer Sump

=

Sensing Probe, Oxidizer Storage
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upstream pressure to the normal downstream operating pressure of 183.5 psi.
The secondary regulator in the series shall remain open as long as the
primary regulator functions properly, when operating it shall regulate
to 188.5 psi nominal., Regulator lockup pressure shall be 195 psig maximum.

The regulators are coded 106 and 114 in Figure 9. Design requirements are
presented in Table 25.

1.3.1.1.1.2 Helium Shutoff Valves., The helium shutoff valves shall
initiate and interrupt the flow of helium to the propellant tanks in con-
Junction with the opening and closing of the engine propellant valves, and
provide isolation of the helium supply during ground checkout of the system.
Two such valves shall be installed in parallel downstream of the helium
storage vessels as shown schematically in Figure 9, coded 101. Design
requirements for the valve are presented in Table 25.

1.3.1.1.1.3 Fill and Drain Coupling Assemblies. The coupling

assemblies shall consist of two half-couplings: A male half-coupling (the
airborne component), and a female half-coupling (the ground support compo-
nent). The coupling assemblies shall permit helium flow from the ground
support equipment tank(s) to pressurize the helium tanks in the spacecraft
from zero psig to a maximum operating pressure of 3685 psig, and from the
spacecraft tanks to the ground support equipment tank(s) for depressuriza-
tion of the spacecraft tank, The airborne half-coupling, with and without
its dust cap engaged, shall effectively seal the helium system, shown

’ schematically in Figure 9, coded 104. The design requirements for the
coupling assemblies are presented in Table 25.

1.3.1.1.1.4 Test Point Coupling Assemblies., The test point coupling
assemblies shall be used in the operational checkout of the pressurization
assembly. The coupling assemblies located in the assembly are shown
schematically in Figure 9, coded 105, 111, 112, and 113. The design
requirements for the coupling assemblies are presented in Table 25.

1.3.1.1.1.5 Helium Check Valve Assemblies, A parallel installation
of check valve assemblies, downstream of the helium pressure regulators,
shall prevent the backflow of propellants into the pressurization assembly,
Each check valve assembly shall incorporate four independent check valves
installed in a series-parallel combination. The valves shall permit helium
flow in the downstream direction only. A single helium distribution line
shall connect each of the assemblies directly to its respective oxidizer or
fuel storage tank. The location of the check valve assemblies are shown
schematically in Figure 9, coded 107 and 108. The design requirements for
the valve assemblies are presented in Table 25.

1.3.1.1.1.6 Helium Pressure Relief Valve Assemblies., One oxidizer
and one fuel pressure relief valve assembly, each consisting of a relief
valve, a burst diaphragm, and a filter screen, shall be provided for the
respective propellant tankage systems. The pressure relief valves shall
limit the pressure loads applied to the propellant tankage systems if an
excessive pressure rise occurs. In this event, the protective burst dia-
‘ phragm shall burst and helium and propellant vapor shall be vented to space
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through the relief wvalves., The relief valves shall close and reseal the
assembly after tank pressures have been returned to a safe operating level.
Prior to the rupture, the burst diaphragms shall prevent propellants from
entering the relief valves., Filter screens shall prevent foreign particles
or burst diaphragm fragments from entering the relief valves after rupture
of the burst diaphragm. The location of the relief valves in the stream is
shown in Figure 9, coded 109 and 110. Design requirements for the valves
are presented in Table 25.

1.3.1.1.1.7 Helium Tanks. The high-pressure helium supply shall be
contained within two spherical pressure vessels with internal volumes of
19.6 cubic feet each. Each vessel is fabricated from two hemispheres,
connected by fusion welding. The tanks are shown schematically in Figure 9,
coded 103, Design requirements are presented in Table 25,

1.3.1.2 Propellant Supply and Distribution Equipment

The propellant equipment shall consist of an oxidizer and a fuel supply
and distribution system. The oxidizer supply shall be contained within two
hemispherically domed, cylindrical tanks of an internal volume of 160.5 cubic
feet for the sump tank and 127.8 cubic feet for the storage tank. Normal
working pressure in the tanks shall be 175 psi as compared to a limit pres-
sure of 225 psi and a proof pressure of 300 psi. The two tanks shall be
connected in series by a single propellant transfer line, with the upstream
tank utilized as the storage tank and the downstream tank used as the sump
tank. All propellant lines shall have a minimum proof pressure of 480 psi
and a burst pressure of 960 psi. The sump tank shall supply oxidizer to the
engine through a single supply line and, by means of a propellant retention
reservoir in the bottom of the sump tank, shall retain sufficient propellant
at the tank outlet to provide restart in a zero-g condition. The oxidizer
tanks will contain a maximum of 24,430 pounds of usable oxidizer plus allow-
ances for loading tolerances, residuals and required ullage. The fuel tanks
shall have the same internal volumes as the oxidizer tanks and will contain
a maximum of 15,270 pounds of usable fuel plus allowances.

1.3.1.2.1 Propellant and Pressurant. The following fluids shall be
utilized in the SPS:

1. Oxidizer - Nitrogen tetroxide (N50,) conforming to
Specification MIL-P-26539.

2, Fuel - An equal mixture by weight of hydrazine (N2Hh) and
unsymmetrical dimethylhydrazine (UDMH) conforming to
Specification MIL-P-27402.

3. Pressurant - Helium conforming to Specification MIL-P-27,07.
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1.3.1.2.2 Nominal Propellant Engine Inlet Conditions.

1. Starting mode supply pressure
Fuel 178 psia
Oxidizer 176 psia

2. Steady~-state supply pressure

Fuel 169 psia
Oxidizer 160 psia
3. Propellant temperature 70 F

1.3.1.2.2.1 Operating Propellant Supply Pressure. Propellant supply
pressure at the inlet to the engine valves is 178+4 psia for fuel and 176+h
psia for oxidizer. During normal starting modes the fuel and oxidizer pres-
sures shall be within *4 psi of each other. During normal steady-state
engine operation the fuel inlet pressure will be 7 to 11 psi higher than the
oxidizer inlet pressure. During normal steady-state engine operation the
fuel is furnished to the propellant interface at 169+hk psia and the oxidizer
at 16014 psia.

1.3.1.2.2.2 Operating Propellant Supply Temperature. The bulk
temperatures of propellants furnished to the engine are to be within these

ranges:
1. Oxidizer plus 4O degrees to 80 degrees F
2. Fuel plus 4O degrees to 80 degrees F

Throughout this range, the fuel temperature is to be within plus or minus 10
degrees F of the oxidizer temperature. As the engine feed lines are exposed
to a wider temperature environment, propellants will be delivered to the
engine within the following ranges for short periods on start.

1. Oxidiger plus 30 degrees to 135 degrees F
2. Fuel plus 4O degrees to 135 degrees F
1.3.1.2.3 Fluid Leakage. Engine external or internal fluid leakage

which impairs or endangers functioning of the engine or vehicle shall not
be permitted. Drain ports shall be provided as necessary to dispose of
permissible external leakage.

1.3.1.2.4 Propellant Assembly. The propellant assembly shall consist
of the following components:
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l. Test point coupling assemblies

2, Fill, vent, and drain coupling assemblies (engine)
3. Fill, vent, and drain coupling assemblies (tanks)
L. Flexible bellows (UDMH/hydrazine)

5. Flexible bellows (nitrogen tetroxide)

6. Heat exchanger (UDMH/hydrazine)

7. Heat exchanger (nitrogen tetroxide)

8. Propellant tanks

9. Propellant retention reservoir and screen

1.3.1.2.4.1 Test Point Coupling Assemblies. The test point coupling
assemblies shall be used for operational checkout and drain of the propellant
assembly. The units are coded 111 in Figure 9. Design requirements for the
coupling assemblies are presented in Table 25,

1.3.1.2.4.2 Fill, Vent, and Drain Coupling Assemblies (Engine). The
‘ coupling assemblies shall be used in servicing the propellant assembly by
venting at the engine valve oxidizer and fuel inlets. The couplings are
shown schematically in Figure 9, coded 504 and 505. Design requirements
for the coupling assemblies are presented in Table 25.

1.3.1.2.4.3 Fill, Vent, and Drain Coupling Assemblies (Tanks)., The
coupling assemblies shall be used in servicing the propellant assembly as
the spacecraft coupling for venting and draining the oxidizer and fuel tanks.
The coupling assemblies are shown schematically in Figure 9, coded 112, 113,
202, 205, 301, and 304. Design requirements for the coupling assemblies are
presented in Table 25.

1.3.1.2.4.4 Flexible Bellows (UDMH/Hydrazine). Flexible connectors
shall be installed in the propellant supply lines upstream of the engine
interface. These units shall employ stainless steel bellows assemblies to
provide for correction of minor misalignments of the propellant lines at
the engine interface. The fuel bellows is shown schematically in Figure 9,
coded 306. Design requirements for the bellows are presented in Table 25.

1.3.1.2.4.5 Flexible Bellows (Nitrogen Tetroxide). The oxidizer
bellows is shown schematically in Figure 9, coded 207. Design requirements
for the bellows are presented in Table 25.

1.3.1.2.4.6 Heat Exchanger (UDMH/Hydrazine - Helium). The fuel-helium
heat exchanger shall be mounted in the fuel supply line downstream of the
‘ sump tank. The heat exchanger consists of a helium line coiled helically
within an enlarged section of the fuel line., The line-mounted, counterflow

) N
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heat exchanger shall effect transfer of heat from the fuel to the helium at
a point in the helium circuit just upstream of where the helium enters the
fuel storage tank. By utilizing helium at a temperature near that of the
fuel, the heat transfer from the fuel to the helium within the tanks is
minimized and resultant tank pressure excursions are avoided. The unit
shall provide discharge temperatures as indicated at any combination of
the conditions shown.

The heat exchanger is shown schematically in Figure 9, coded 305. The
design requirements for the heat exchanger are presented in Table 25.

Fluid Inlet Reference Flow Inlet
Fluid Temperature Rate (1b/sec at | Pressure Discharge
Range 60 degrees F) (PSIG) Temperature
Helium Zero to 180 0.070 178 plus Within 24 degree#
degrees F or minus F of propellant
below pro- L discharge
pellant temperature
temperature#
Propellant | Plus 40 to 45.3 173 plus Within 2 degrees
80 degrees F or minus F of propellant
L inlet temperature

# With propellant inlet temperatures of plus 4O and plus 80 degrees F, the
minimum helium temperature will be minus 140 and minus 100 degrees F
respectively.

1.3.1.2.4.7 Heat Exchanger (Nitrogen Tetroxide - Helium). The
oxidizer-~helium heat exchanger shall be mounted in the oxidizer supply line
in a similar manner as described for the fuel heat exchanger in paragraph
1.3.1.2.4.6. The oxidizer heat exchanger shall provide discharge tempera-
tures as indicated at any combination of conditions shown:

Fluid Inlet Reference Flow Inlet

Fluid Temperature Rate (1b/sec at | Pressure Discharge

Range 60 degrees F) (PSIG) Temperature

Helium Zero to 180 0.070 178 plus Within 25 degrees|
degrees F or minus F of propellant
below pro- 4 discharge
pellant temperature
temperature*

Propellant | Plus 40 to 45.3 173 plus Within 2 degrees
plus 80 or minus F of propellant
degrees F L inlet temperaturq

- 108 -

SID 65-1527




NORTH AMERICAN AVIATION, INC SPACE and INFORMATION SYSTEMS DIVISION

# With propellant inlet temperatures of plus 40O and plus 80 degrees F, the
minimum helium temperature will be minus 140 and minus 100 degrees F,
respectively.

@

The heat exchanger is shown schematically in Figure 9, coded 206. The
design requirements for the heat exchanger are presented in Table 25,

1.3.1.2.4.8 Propellant Tanks., The propellant supply shall be
contained within four hemispherically domed, cylindrical tanks, two with
internal volumes of 160.5 cubic feet each (not pressurized) and two with
internal volumes of 127.8 cubic feet each (not pressurized).

Each of the four tanks are fabricated from two rings and two hemispheres,
connected by fusion welding. The two tanks for each propellant shall be
connected in series by a single transfer line., The larger tanks shall be
utilized as sump tanks, and the smaller as storage tanks. The propellant
tanks are shown schematically in Figure 9, coded 203 and 204. The design
requirements for the propellant tanks are presented in Table 25,

1.3.1.2.4.9 Propellant Retention Reservoir and Screen, A propellant
retention reservoir and umbrella screen shall be provided in the fuel and
oxidizer sump tanks to minimize RCS propellant settling requirements for
restart under space environment conditions. The reservoir and screen are
shown schematically in Figure 9, coded 201 and 209, respectively.

1.3.1.3 Propellant Utilization and Gaging Equipment

The propellant utilization and gaging equipment shall consist of
oxidizer and fuel tank primary and auxiliary quantity-sensing devices, an
electrical control unit, an oxidizer flow control valve assembly, and a
crew display panel. An electrical schematic diagram of the subsystem is
shown in Figure 10. This system shall monitor the quantities of propellants
remaining in order that the desired oxidizer-fuel ratio in the propellant
tanks can be manually adjusted during propellant expulsion so that depletion
of the oxidizer and fuel occurs simultaneously. The primary quantity sensors
shall be cylindrical capacitance probes mounted axially in each tank. The
auxiliary gaging system shall utilize impedance-type point sensors, providing
a step function impedance change when the liquid level passes their location
centerline and shall use a nominal flow integrator between sensor levels.
Oxidizer flow control shall be accomplished by manual control of a motor-
operated, redundant, double-blade valve assembly, which shall have three
positions, for increased, decreased, or normal oxidizer flow rates. The
control unit shall provide the circuitry to perform all required computations
for the gaging system. The control unit shall: (1) compute total propellant

uantities from individual tank quantities; (2) compute propellant unbalance;
3) continuously compare oxidizer-fuel ratio; (4) continuously compare total
propellant quantities indicated by primary and auxiliary systems. The crew
display panel shall provide all onboard output indications required by the
crew and all switches for control functions and onboard testing.
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1.3.1.3.1 Propellant Utilization and Gaging Subassembly (PUGS). The
PUGS shall consist of the following components, identified in Figure 9 by
the coding indicated:

1., Oxidizer and fuel tank primary and auxiliary sensing devices 403,
LOL4, 405, and 406

2. Electrical control unit 402
3. Oxidizer flow control valve assembly 407
4. Crew display panel 401,

1.3.1.3.1.1 PUGS Function. The PUGS shall be capable of meeting the
performance requirements specified herein.

1. The PUGS shall provide propellant quantity information in
percentage by weight remaining to the crew through the use of
indicators on a display panel and to the earth through appro-
priately conditioned signals to the spacecraft telemetry system,

2. The PUGS shall indicate oxidizer/fuel (O/F) unbalance from a 1.6
weight ratio to the crew to permit crew adjustments of the O/F
feedout ratio such that simultaneous depletion of the oxidizer
. and fuel may be achieved.

3. The oxidizer flow control valve will provide O/F mixture ratio
control and the operating of the valve shall be reflected to the
crew by position indicators.

1.3.1.3.1.2 Liquid Surface Angle. During propellant feedout, the
PUGS will meet the requirements herein with any propellant surface angle
up to 13 degrees. The planes of the propellant surfaces in all tanks will
be commonly oriented.

1.3.1.3.1.3 Propellant Feedout. When the propellants are settled at
the aft end of the tanks under at least 0.1 g settling force during either
no flow or propellant feedout conditions, the airborne PUGS shall be capable
of performing the following functions:

1. Provide to the crew remaining propellant information for total
oxidizer and total fuel in percentage by weight and oxidizer
tnbalance from the desired propellant ratio.

2. Provide to the spacecraft telemetry system a conditioned

voltage signal representing propellant quantities remaining
in each tank.

1.3.1.3.1.3.1 Time Delay. The PUGS shall incorporate provisions for a 4.5

‘ second time delay between initiation of engine thrust and display of propel-
lant quantity changes to ensure an adequate propellant settling period.

e : .
- -1 - —=BONFDENTTAL

SID 65-1527



1.3.1.3.1.3.2 Propellant Loading. During propellant loading, the

subsystem shall provide a signal indicating propellant quantities in the
tanks to the propellant servicing equipment during separate or simultaneous
oxidizer and fuel loading.

1.3.1.3.1.4 Quantity Indicators. The difference between the actual
total propellant quantity aboard and the total quantity presented by the
indicators for each propellant shall not exceed 0.25 percent of full tank
plus 0.25 percent of propellant remaining at a tank pressure of 175 psig.
This requirement shall apply separately to the total oxidizer and total
fuel assembly.

1.3.1.3.1.4.1 Propellant Unbalance Indicators. The difference between
the unbalance shown on the quantity indicators and that shown on the
unbalance indicators shall not exceed 0.1 percent.

1.3.1.3.1.4.2 Valve Position Indicators. When the valve assembly is
actuated from its normal flow position, the valve position indicator shall
not be completely visible at the required corresponding position until at
least 80 percent of the required valve movement relative to correction
capacity is completed. The indicator shall remain visible until the valve
has returned to within 20 percent of its normal flow capacity position.

1.3.1.3.1.4.3 Telemetry Signals. The difference between actual propellant
quantity in each tank and that represented by the signals to the telemetry
equipment shall be within 0.25 percent of full tank quantity plus 0.25 per-
cent of propellant remaining at a pressure of 175 psig. This requirement
shall apply separately to each oxidizer and fuel tank.

1.3.1.3.1.4.4 Propellant Loading. With simultaneous or separate filling

of the oxidizer and fuel tanks, the PUGS shall provide signals representing
propellant quantities to be used in conjunction with tank loading equipment.
The propellant quantities, represented by the signals, shall not differ from
actual quantities by more than 0.25 percent plus 0.25 of propellant loaded at
the propellant levels corresponding to the point sensor stations as corrected
for loading pressures. The above requirements shall apply with any fill rate
of 12.0 pounds per second or less of oxidizer and 7.5 pounds per second or
less of fuel.

1.3.1.3.1.5 Power Consumption. With any combination of PUGS
components operating and while any combination of duties are being performed,
power consumption shall not exceed 100 volt amperes at 0.75 power factor,
or 75 watts power. In addition, any combination ac and dc power consumption
shall not exceed 75 watts.

1.3.1.3.1.6 Warmup. The PUGS shall commence operating within 2
seconds after introduction of power.

1.3.1.3.1.7 Oxidizer Flow Control. The oxidizer flow control valve
assembly shall be designed such that during operation of the propellant
assembly, the redundant standby valve remains idle in its normal flow

SID 65-1527
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position with all flow adjustments being made by manual positioning of the
primary valve. The valve location in the SPS is shown in Figure 9, coded
LO7.

1.3.1.3.1.7.1 Control Range. With oxidizer at a temperature of 70 degrees
F and at a pressure of 16814 psig, the valve assembly shall be designed to
provide the following conditions in its three operating positions.

Valve Pogition Flow Lb/Sec
Flow increased TBD+ ___
Normal flow 39.1+10
Flow decreased TBD+

The standby valve of the redundant valve assembly shall be capable of
providing the same correction with the primary valve failed in any position
within its operating range.

1.3.1.3.1.7.2 Valve Response. With the flow conditions of paragraph

1.3.1.3.1.7.1 prevailing, as applicable, the valve shall travel from its

normal flow position to either correcting position or from either correcting
. position to its normal flow position within 3 seconds after energization.

1.3.1.4 Engine Assembly

The engine shall be a nonthrottleable, gimballed, pressure-fed rocket
engine consisting of an ablation-cooled combustion chamber, a radiation-
cooled nozzle extending from approximately 6:1 to 62.5:1 area ratio, a bolt-
on aluminum injector, a thrust and gimbal mount, propellant valves, gimbal
actuators, electrical harness, and propellant feed lines. The engine shall
nominally operate at a chamber pressure of 96.0 pounds per square inch
absolute (psia), measured at the injector face, and produce 20,000 pounds
vacuum thrust. For mission planning considerations, the average nominal
specific impulse shall be 314.9 seconds and the minimum specific impulse
(minus 3 sigma) shall be 311.7 seconds after 750 seconds firing duration.
The engine shall be capable of a minimum of 36 restarts within the engine
design life of 750 seconds. The oxidizer and the fuel shall be injected
into the thrust chamber at a nominal mixture ratio of 1.6 to 1 by weight
of oxidizer to fuel where ignition occurs by hypergolic reaction. Control
of propellants to the thrust chamber assembly shall be provided by a redun-
dant set of series-parallel ball valves actuated by pneumatic pressure
controlled by electrically operated solenoid valves. The pneumatic pressure
shall be provided through the use of some inert gaseous media compatible
with all other components of the subsystem. Engine gimballing on the yaw
and pitch axis shall be accomplished by electrical actuators (26 volts dc)
with redundant motors, gear train, and clutches operating on a single ball-
screw shaft,
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1.3.1.4.1 Total Impulse. The total impulse provided by the SPS to
satisfy normal design mission and emergency requirements shall be 11,966,200
pound-seconds nominal, minus 4500 pound-seconds for each engine restart.

1.3.1.4.2 Altitudes and Temperatures. The engine, with nozzle
extension removed, shall be designed to start, operate, and shut down
satisfactorily through pressure altitudes from sea level to an altitude
equivalent to 1.0 x 10-0 millimeters of mercury (mm Hg) absolute. With
nozzle extension installed, the engine shall not be required to operate
at ambient pressures exceeding 0.20 psia.

1.3.1.4.2.1 Static Exposure. The engine shall start, operate, and
shut down when supplied with propellant at conditions specified in para-
graphs 1.3.1.2.2 through 1.3.1.2.2.2, after environmental exposure as
specified in SID 64-1344.

1.3.1.4.2.2 Attitudes. The engine shall start, operate, and shut
down satisfactorily in any attitude, provided propellants at the nominal
conditions specified in paragraphs 1.3.1.2.2 through 1.3.1.2.2.2 are
furnished to the propellant line inlets, under space environment conditions.,

1.3.1.4.3 Ratings and Performance Data. The nominal vacuum
performance of the engine shall be as specified in Table 26. The ratings
and data are based on the use of propellants conforming to the pressures
and temperatures specified in paragraphs 1.3.1.2.2 through 1.3.1.2.2.2 and
include run-to-run and engine-to-engine variations,

1.3.1.4.4 Abnormal Operating Conditions. The engine shall be
designed for operating under the abnormal conditions specified in para-
graphs 1.3.1.4.4.1 through 1.3.1.4.4.6. Variation in performance from
the limits specified in Table 26 shall be consistent with the off-design
conditions stipulated in these paragraphs.

1.3.1.4.4.1 Starting Mode. The engine shall be capable of safely
starting under the following conditions:

1. A minimum of 10 starts with propellants supplied to the engine
propellant line inlets at a maximum pressure of 240 psia.

2., A minimum of 20 starts with propellants supplied to the engine
propellant line inlets at a pressure of 219 psia.

3. A minimum of 5 starts with propellant line oxidizer inlet
pressure of 193 psia and propellant line fuel inlet pressure
of 183 psia.

1.3.1.4.4.2 Continuous Operation Mode (Constant Pressure). The
engine shall be capable of safe continuous operation with fuel supplied to
the engine inlets at 173 psia and oxidizer supplied to the engine inlets
at 170 psia until 39,900 pounds of propellant are consumed.

- 114 - NO&F -~ 4 E’.r §

SID 65-1527 ) g



NORTH AMERICAN AVIATION, INC. SPACE and INFORMATION SYSTEMS DIVISION
Table 26, SPS Ratings and Performance Data in Vacuum
(Steady-State P, = 96.0 psia)

Parameter Units Rating and Data

Thrust 1b 20,000+1% after initial
30 seconds of operation

20,000+10%-1% after 750
seconds of operation

Instantaneous mixture ratio 1.6+1%

W, /We (static)

Operating life (minimum) seconds 7508

Instantaneous specific impulse lb-sec/1b 311.7

(minimum) (-3 sigma value)

Instantaneous specific impulse lb-sec/1b 314.9

(average nominal)

Nozzle exit design pressure, P, psia 0.126
. Nozzle pressure ratio, P./Pg --- 755

Nozzle area ratio, Ag/Ay (actual) --- 62.5

Total propellant flow rate, Wy 1b/sec 63.5

(start)

Fuel flow rate, Wy (start) 1b/sec 2.4

Oxidizer flow rate, W (start) 1b/sec 39.1

# A maximum of 30 seconds of the 750-second thrust chamber operating life
specified shall be expended by the engine subcontractor during engine
acceptance testing.

[ 4
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1.3.1.4.4.3 Continuous Operation Mode (Variable Pressure). In the
event of malfunction in the pressurization subsystem, the engine shall be
capable of safe continuous operation under the following conditions:

l. Fuel inlet pressure of 225 psia and oxidizer inlet pressure of
220 psia both decaying steadily to 155 psia over a period of
300 seconds.

2. Fuel inlet pressure of 171 psia decaying steadily to 163 psia
and oxidizer inlet pressure of 178 psia decaying steadily
to 160 psia in approximately 30 seconds,

3. Fuel inlet pressure of 166 psia and oxidizer inlet pressure
of 151 psia for 30 seconds.

1.3.1.4.4.4 Reduced Thrust Operation. The engine shall be designed
to operate safely with propellant inlet pressures as low as 137-psia fuel
pressure and 135-psia oxidizer pressure at a propellant inlet temperature
of 80 degrees F,

1.3.1.4.4.5 Propellant Valve Failures. The engine shall be designed
to provide safe starting, steady-state operation, and shutdown when operating
with either the primary or secondary valve flow paths., Engine operation with
either valve flow path shall result in a propellant mixture ratio and
specific impulse as specified in Table 26. ’

1.3.1.4.4.6 Mixture Ratio Excursions. In the event of malfunction
in the engine or propellant subsystem, the engine shall be capable of a
safe start at mixture ratios between 1l.4:1 and 1.8:1, The engine shall
be designed for safe continuous operation at a mixture ratio of 1l.4:1 for
a maximum duration of 570 seconds or at a mixture ratio of 1.8:1 for a
maximum duration of 590 seconds.

1.3.1.4.5 Starting and Restarting. The engine shall be capable of
a minimum of 36 starts during the operational life of 750 seconds and under
conditions specified in paragraphs 1.3.1l.4.2 and 1.3.1.4.2.1. Starts shall
be accomplished under either sustained or intermittent operation within the
tolerances specified in paragraph 1.3.1.4.7.2. Propellant loss during the
start cycle due to prime, delayed ignition, and valve leakage shall be mini-
mized. The engine shall be capable of accepting a start signal any time
after receipt of a shutdown signal. Conversely, the engine shall be capable
of accepting a shutdown signal at any time after receipt of a start signal
with a minimum impulse bit equal to or less than 5000 pound-seconds and a
run-to~run tolerance of 200 pound-seconds (1 sigma). The post-propellant
valve flow passage volume shall be minimized to prevent propellant loss
after shutdown. The hypergolic propellants used shall provide for starts
consistent with the engine life cited in Tahle 26, The engine shall be
capable of satisfactory operation for a period of 45 days following a
nonfiring functional checkout.
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1.3.1.4.6 External Power. Electrical power shall be supplied to the
engine as described in paragraph 1.3.1.9.

1.3.1.4.7 Controls. The controls shall be such that the engine shall
operate within the limits specified in paragraph 1.3.1.4.3.

1.3.1.4.7.1 Chamber Pressure. The engines shall operate at an initial
nominal thrust chamber pressure of 96 psia measured at the injector face
during steady-state operation.

1.3.1.4.7.2 Thrust. The engine shall develop 90 percent steady-state
thrust within O.4 to 0.6 second after onset of the electrical command signal
to the pilot valve. The start transient total impulse from onset of elec-
trical command to 90 percent rated thrust shall be from 400 pound-seconds
(minimum) to 1200 pound-seconds (maximum). The run-to-run tolerance on
start transient impulse shall be plus or minus 200 pound-seconds (1 sigma).

1.3.1.4.7.2.1 Shutdown Transient. The engine shall accomplish thrust
decay to 10 percent rated thrust within 0.4 to 0.6 second after receipt

of the command signal. The engine shutdown impulse from onset of electrical
command signal to 10 percent rated thrust shall be from 5000 pound-seconds
(minimum) to 8500 pound-seconds (maximum). The shutdown impulse from 10
percent to 1 percent rated thrust shall not exceed 500 pound-seconds. The
run-to-run tolerance on the shutdown impulse shall be plus or minus 200

‘ pound-seconds (1 sigma).

1.3.1.4.7.3 Starting Stability. The transient starting chamber
pressure shall not be greater than 120 percent of the nominal chamber
pressure shown in paragraph 1.3.1.4.

1.3.1.4.7.4 Steady-State Stability. The steady-state mean thrust
shall not exceed the limits specified in Table 26, The SPS engine shall
achieve dynamic combustion stability under all design operating modes., A
dynamically stable engine is defined as an engine which, upon experiencing
chamber pressure oscillations initiated by any natural or artifically induced
triggering pulse, shall decay to the normal steady-state combustion oscil-
lation level (less than +5 psi) within 40 milliseconds after termination of
the triggering pulse, the resultant oscillation, or the recovery. Recovery
to normal steady-state combustion shall occur after application of artifi-
cally induced pulses having the maximum magnitude compatible with the

" structural limits of the injector, or 250 psia +30 psia peak, whichever

is less.

1.3.1.4.7.5 Thrust Vector Alignment. The engine thrust vector shall
pass within 0.125 inch of the intersection of the gimbal axes. The thrust
vector shall be perpendicular within 0.5 degree to the plane established
by the engine mount plane when the gimbal actuators are in the null posi-
tion. The thrust vector is defined as a line connecting the geometric
centroids of the throat and the chamber section at the nozzle attach flange
as determined by dimensional measurement. Installed alignment relative to

‘ the SC indexes must be plus 2 degrees +15 seconds null offset in the X~Z

plane and plus 1 degree 115 seconds null offset in the X-Y plane.

.,.ﬁ.‘%"'-‘ - - - -
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1.3.1.4.7.6 Engine Gimbal. Thrust vector control of the service .
propulsion engine shall be achieved by means of two redundant electro-
mechanical servo actuators, capable of positioning the engine during
engine operation.

1.3.1.4.7.6.1 Position Limits. The engine deflection shall be plus or
minus 4.5 (40.5, -0) degrees in both the X-Y and X-Z planes, A snubbing
device shall be provided to limit engine overtravel to 1 degree beyond
the design deflection.

1.3.1.4.7.6.2 Gimbal Actuator. The gimbal actuators shall be used in
a closed loop control system as shown in the block diagram of Figure 11.

1.3.1.4.7.6.2.1 Gimbal Actuator Design. The servo actuator shall be a
hermetically sealed unit consisting of a ball-screw ram assembly controlled
by two sets of counter-rotating, magnetic particle serve clutches, driven
by dc motors. Integrally packaged within the actuators shall be two
drag-cup velocity transducers and four linear voltage transducers for
position indication.

1.3.1.4.7.6.2.2 Gimbal Actuator Requirements. Gimbal actuation system
reliability is predicated on the proper utilization of the redundancy
provided by the two channels within the actuator. Both the operating and
the standby channels shall be composed of a dc¢ motor driving two counter-
"rotating, dry powder, magnetic particles servo clutches controlling the
reciprocating motion of the ball-screw ram assembly. Each channel shall
also contain one rate and one position transducer, which shall provide
control system feedback. A third position transducer in each actuator
shall provide engine position information to the astronaut's control panel
in the CM, and information to the TM. A fourth position transducer is
provided in each actuator as a spare.

1.3.1.4.7.6.2.3 Dynamic Requirements. With a maximum of 600 milliamperes
of differential current applied to either of the two clutches of one channel,
the servo actuator shall be capable of producing an engine nozzle accelera-
tion of no less than 3.0 radian/sec?. This acceleration shall be achieved
in the presence of actuator friction, gimbal bearing friction, torques
caused by engine plumbing, thrust misalignment torque, maximum accelerations
of the gimbal point caused by spacecraft motions, and damping forces caused
by engine exhaust gases.

a. Engine Deflection Rate. The servo actuator shall be capable of
producing a nozzle deflection rate in either direction of at
least 0.23 radian per second while producing a force of 450 pounds.

b. Dynamic Performance. The servo actuator, when coupled to the
"spring-mass" system within the control loop, shall perform in a
manner compatible with efficient SCS operation.
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1.3.1.4.7.6.2.4 Construction. The servo actuator assembly shall be
designed to withstand the required static and dynamic loads. The actuator
shall be mounted by rod end fittings and must provide adjustments of the
midposition length with an adjustment locking capability. The actuator
shall operate satisfactorily when mounted in any position. The pitch and
yaw actuator and attachment fittings shall be designed such that the two
actuators cannot be physically interchanged on the engine assembly. The
gimbal actuator assembly shall be hermetically sealed and filled with a
gas that is compatible with the actuator internal operation.

1.3.1.4.7.6.2.5 Motor. The motor in each actuator chamnel shall be
powered by 26 plus or minus 4 volts dc.

a. Clutches. Each control clutch shall have lsolated windings
terminating in two leads per clutch coil. The effective
response characteristics defined in terms of actuator force
output response to coil current inputs shall be compatible with
the dictates of efficient SCS operation.

b. Velocity Transducer. The servo actuator assembly shall have,
integrally packaged, two rate transducers providing voltage
outputs proportional to actuator ram rates. Excitation voltage
to the generator shall be 26 plus or minus 0.5 volts single
phase at 400 plus or minus 4.0 cps. The nominal voltage
output shall be 0.5 volt per inch per second of ram travel.

c. Position Transducer. The servo actuator assembly shall have,
integrally packaged, four position transducers providing voltage
output proportional to actuator ram displacements. Excitation
voltage to the position transducers shall be 26 plus or minus 0.5
volts single phase, 400 plus or minus 4.0 cps. The normal
voltage output shall be 1.0 volt per degree of engine deflection.

1.3.1.4.7.6.2.6 Actuator Force Output. The servo actuator shall be
capable of producing a force output proportional to the applied differential
current. Each channel of the servo actuator shall have the following
characteristics,

1.3.1.4.7.6.2.7 Gain, The force gain shall be between 2.55 lb/ma
and 3.45 1b/ma.

a. Linearity. The maximum deviation from the best straight line
of the force gain curve shall be no more than 5 percent of the
nominal value.

b. Peak Output Force. Each channel of the actuator shall attain

an output force of 1500 pounds at an input differential current
of not more than 600 ma in both directions.
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1.3.1.4.7.6.2.8 Input Power Requirements, The maximum peak power input
to the motor of either channel of the servo actuator shall not exceed 1800
watts while that channel is operating at the peak output force in accordance
with paragraph 1.3.1.4.7.6.2.7.

1.3.1.,5 Instrumentation

The SPS shall be provided with the instrumentation listed herein. The
instrumentation is shown in the electrical schematic of Figure 12.

1.3.1.5.1 Helium Pressurization Equipment.

1.3.1.5.1.1 Helium Isolation Valve Position Indicator. Each helium
isolation valve will incorporate a position indicator switch. The switch
will have a minimum power rating of 2.5 watts and a maximum contact resis-
tance of 50 milliohms, The switch will be compatible with a 28-volt dc
circuit which includes an electromagnetic valve position indicator.

1.3.1.5.1.2 Helium Temperature Indicator. A temperature transducer
will be bonded onto the helium tanks common supply line to the propellant
tanks for helium temperature presentation in the CM.

1.3.1.5.2 Propellant Supply and Distribution Equipment.

. 1.3.1.5.2.1 Engine Inlet-Feed Pressure Transducer.
1. Range 0-300 psia
2. Accuracy 4, percent of full scale
3, Excitation voltage 28 vdc to signal condition

1.5 vde to transducer
0.5 vde to display panel

1.3.1.5.2.2 Engine Inlet-Oxidizer Pressure Transducer.

1. Range 0-300 psia
2. Accuracy 4 percent of full scale
3, Excitation voltage 28 vdc to signal condition

1.5 vde to transducer
0.5 vde to display panel

1.3.1.5.3 Propellant Utilization and Gaging Equipment.

1.3.1.5.3.1 Propellant Utilization (PU) Valve Indicator. PU valve
oxidizer increase and decrease flag indications will be provided when the
valve indicator will not actuate to the corresponding position until at

®
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least 80 percent of the valve movement is completed. The indicator will
remain visible until the valve has returned to within 20 percent of its
normal flow position.

1.3.1.5.3.2 Oxidizer and Fuel Quantity Indicator. Propellant
quantities will be displayed in percent remaining by digital presentation.
The difference between the actual total propellant quantity aboard and the
total quantity presented by the indicators for each propellant will not
exceed 0,25 percent of full tank plus 0.25 percent of propellant remaining.
This requirement is applied separately to the total oxidizer and total fuel
system.

1.3.1.5.3.3 Propellant Unbalance Indicator. Oxidizer-fuel quantity
unbalance will be displayed as plus or minus oxidizer pounds. Total quan-
tity gage signals will be utilized for the unbalance indication. The
difference between the unbalance shown on the quantity indicators and that
shown on the unbalance indicators will not exceed 0.1l percent.

1.3.1.5.3.4 Propellant Utilization Warning Light. Circuits will be
provided that will energize a 28-volt, 80-ma caution lamp and audible
warning when malfunction occurs in the propellant sensing system or when
the oxidizer to fuel weight unbalance from 1.6 to 1 reaches 300 pounds
or 90 percent of the critical unbalance, whichever is less. The critical
unbalance is defined as the oxidizer-to-fuel unbalance point beyond which
the quantities cannot be corrected to simultaneous depletion within the
remaining flow time.

1.3,1.5.4 Rocket Engine Assembly.

1.3.1.5.4.1 Main Propellant Valve Position Transducer. Redundant
position potentiometers or limit switches with the following characteristics
are to be supplied on each interlinked fuel-oxidizer propellant valve:

1. Potentiometers

Type: A potentiometer capable of producing
an output signal directly proportional
to valve position

Resistance: Less than 5000 ohms

Accuracy: » Plus or minus 2 percent of full
scale (3 sigma)

Excitation: 5 volts dc
Output signal: 0 to 5 volts dc from a fully closed
valve to a fully open valve, single
ended
% - 122 -
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2. Limit switches

Excitation: 5 volts dc

Setting: Switches shall be adjusted so that
they are actuated 5 degrees before
the full open or full closed
positions

1.3.1.5.4.2 Instrumentation Bosses. Instrumentation bosses for
chamber pressure, propellant valve inlet oxidizer pressure, propellant
valve inlet fuel pressure, primary engine valve actuation system tank
pressure and secondary engine valve actuation system tank pressure will
be provided on the engine assembly for installation of pressure transducers
as shown schematically in Figure 9, Instrumentation bosses for the helium,
oxidizer, and fuel tank pressure transducers are provided in the connecting
plumbing of the pressurization and propellant assembly as shown schemati-
cally in Figure 9.

1.3.1.5.4.3 Combustion Chamber Skin Temperature Sensors. Temperature
sensors with the following characteristics will be provided on the outside
surface of the combustion chamber:

1. Range 0 degrees to 500 degrees F
‘ 2. Accuracy 3 percent over range (3 sigma)
3., Excitation voltage 5 volis dc

1.3.1.5.4.4 Nozzle Extension Thermocouples. One chromel/Alumel
thermocouple shall be provided on the engine nozzle extension at a station
location 2.5 inches aft of the nozzle flange.

1.3.1.5.4.5 Thrust Chamber Pressure Transducer. A miniaturized
pressure transducer with the following characteristics will be provided
in a sealed enclosure, integral with the outer structure of the engine

injector:
1. Range 0 to 150 psia
2.  Accuracy 3 percent over range (3 sigma)
3. Excitation voltage 28 vdc to signal conditioner

1.5 vde to transducer
0.5 vde to display panel

1.3.1.5.5 Engine Gimbal Assembly.

1.3.1.5.5.1 Gimbal Angle Position Transducer. The servo actuator
assembly shall have integrally packaged, four position transducers providing
‘ voltage output proportional to actuator ram displacements. Excitation
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voltage to the position transducers will be 26 volts plus or minus 0.5 volts
single phase, 4OO plus or minus 4 cps ac. The normal voltage output shall
be 1.0 volt per degree of engine deflection when loaded with 10,000 ohms.
The operating range shall be plus or minus 9.5 degrees engine deflection,
minimum for yaw actuator and plus or minus 7.0 for pitch actuator. The
total error over the required range of travel, and the specified temperature
range will be no more than 2 percent of full scale. The output voltage
shall be in phase (plus 5 degrees, minus O degrees) with excitation voltage
when ram is extending, and 180 degrees (plus 5 degrees, minus O degrees) out
of phase with excitation voltage when ram is retracting.

1.3.1.5.5.2 Gimbal Angular Rate Transducer. A gimbal angular rate
transducer shall provide feedback to the SCS. This assembly shall have
integrally packaged, two rate transducers providing voltage outputs pro-
portional to actuator ram rates., Excitation voltage to the generator shall
be 26 plus or minus 0.5 volts single phase ac at 400 plus or minus 4 cps.
The nominal voltage output shall be 0.5-volts (rms) per inch per second of
ram travel with the transducer loaded with a 15,000-ohm resistor. The
residual voltage at zero speed shall be 0.020 volts (rms) maximum. Phase
shift variation from unit to unit, and within a given unit, over the tem-
perature range, and over the output range from 0.006 to 0.1l5 radian per
second equivalent engine rate, shall not exceed plus 5, minus zero degrees.
The output voltage shall be in phase with the excitation voltage when the
ram is retracting (plus 5, minus zero degrees), and 180 degrees (plus 5,

minus zero degrees) out of phase with the excitation voltage when the ram -
is extending. The signal-to-noise ratio shall be at least 100 to 1 at full ‘
output.

1.3.1.5.5.3 Pitch and Yaw Gimbal Actuator Drive Failure Indication.
Electronic sensing of an over or under current condition at the various
gimbal drive motors will be accomplished as a means of indicating actuator
drive failure.

1.3.1.5.6 Electrical Characteristies. Electrical characteristics
and power requirements are outlined in paragraph 1.3.1.9. SPS operational
parameter instrumentation for CM display shall be provided as specified in
Table 27.

1.3.1.6 Displays and Controls

The following CM control functions and displays shall be provided for
the SPS.

1.3.1.6.1 Helium Pressurigation Equipment. The helium pressurization
equipment shall include the following:

1. Helium Tank - Pressure and Temperature Meter
2. Propellant Tank - Fuel Pressure Meter

3. Propellant Tank - Oxidizer Pressure Meter .
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Table 27. SPS Operational Parameter Instrumentation Command Module Display
Range

Number Parameter Tow High Units
SPCO01 Helium Pressurization Tank 0] 5,000 | PSIA
SP0O002 Helium Temp Tank =100 +200 | Deg F
SPOCO3 Press, Oxid Tanks 0 +250 | PSIA
SPO006 Press. Fuel Tanks 0 +250 | PSIA
SPO0O0YG Press. Main Valve Eng Oxid 0 +300 | PSIA
SP0010 Press., Main Valve Eng Fuel 0 +300 | PSIA
PS0011 Total Quantity Oxid 0 100% | #
SP0012 Total Quantity Fuel 0 1004 | %
PS0020 Temp, Chamber High 0 +500 | Event
SP0026 Position Fuel/Oxid Valve 1 0 +90 | Deg
SP0027 Position Fuel/Oxid Valve 2 0 +90 | Deg
SP0028 Position Fuel/Oxid Valve 3 0 +90 | Deg
SP0029 Position Fuel/Oxid Valve 4 0 +90 | Deg
SP0030 Helium Isolation Valve 1 Close Open Event
SP0031 Helium Isolation Valve 2 Close Open Event
SPOOL6 PU Valve Increase Event
SPOOLT PU Valve Decrease Event
SPO64L0 Propellant Unbalance Oxid =300 +300 | Lb
SP0661 Press. Engine Chamber 0 150 | PSIA
SP1000 Pitch Motor Fail Event
SP1001 Yaw Motor Fail Event
SP1002 SPS PU Sensor Fail Event

Engine Gimbal Pitch ~10 +10 | Deg

Engine Gimbal Yaw -5 +13 | Deg

. SPO600 Eng VLV Act Sys Tank Press PRI 0 5,000

SPO600 Eng VLV Act Sys Tank Press SEC 5,000

Flight Combustion Stab Mon Event
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L. Helium Isolation Valve ON-OFF Auto Switch (2) ‘
5. Helium Isolation Valve OPEN~CLOSE Indication (2)
6. SPS Pressure (Tank Overpressure) Light (Caution and Warning)

1.3.1.6.2 Propellant Supply and Distribution Equipment.

1. Engine Inlet - Fuel Pressure Meter
2. Engine Inlet - Oxidizer Pressure Meter

1.3.1.6.3 Propellant Utilization and Gaging Equipment.

1. PU Valve - Oxidizer Flow Increase-~Decrease Switch
2. PU Valve - Primary-Secondary Gate Selector Switch

3. PU Sensor - Primary-Auxiliary Switch for change from
continuous sensing to point sensing

L. PU Auto-Test Self Test Switch

5. Oxidizer Quantity Meter

6. Fuel Quantity Meter ‘
7. Unbalance Meter

8. Oxidizer Flow Increase Indication

9. Oxidizer Flow Decrease Indication

10. SPS Propellant Critical Unbalance Warning (Caution light
and 1000 cps audible warning)

1.3.1.6.4 Rocket Engine Assembly.

1. Pilot Pre-valve ON-OFF Switch (1)

2. Thrust On Switch

3. Engine Valve OPEN-CLOSE Indication (4)
L. Thrust On Indication

5. Engine-Thrust Chamber Pressure Meter

6. SPS Wall Temperature High Light (Caution and Warning)

oy - 128 -
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Primary Engine Valve Actuation System Tank Pressure Indication

Secondary Engine Valve Actuation System Tank Pressure Indication

1.3.1.6.5 Engine Gimbal Assembly.

1.
2.
3.
4.
5.
6.

1030107

Gimbal Actuator Motor ON-OFF Switch P1, P2, Y1, Y2
Gimbal Actuator Trim Thumb Wheels - Pitch and Yaw
Engine Pitch Gimbal Position Indication

Engine Yaw Gimbal Position Indication

Pitch Gimbal Drive Failure Light (Caution and Warning)

Yaw Gimbal Drive Failure Light (Caution and Warning)

SPS Operation

1.4.1.7.1 Engine Start and Restart Operations. A positive supply
of propellants shall be maintained prior to and throughout the engine start
and restart sequence. Operation of the SPS engine requires the following
sequence of events when propellants are supplied to the engine as stipulated
in paragraphs 1.3.1.2.2 through 1.3.1.2.2.2.

1.3.1.7.1.1 Flight Start Operations. Starting the SPS engine
requires the following sequence of events:

Action Results
Instrumentation energized Five volts dc power supplied to

temperature sensor and valve
position indicators,

Gimbal actuators energized by Command signal supplied to clutches.
activation of four gimbal motor

switches in sequence and Twenty-gix volt ac, 400 cps signal
activation of control circuits. supplied to rate and position

transducers.

Twenty-six volt de power supplied
to energlize motors.

Pilot prevalve (two-way Twenty-six volt dc power supplied
solenoid) energized by ' to pilot prevalve,
activation of prevalve switch.

Pilot prevalve (two-way) OPEN. Pneumatic pressure supplied to

pilot valve inlets,
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Action

Pilot valves (three-way
solenoids) energized.

Pilot valves (three-way) OPEN.

Valve actuator pistons and
interconnect linkage moved
to OPEN position.

Propellants pass through
valves and enter thrust
chamber through injector.

1.3.1.7.1.2 Ground Start Operation.

@ SPACE and INFORMATION SYSTEMS DIVISION
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Result

Twenty-six volt dc power supplied
to pilot valves.

Pneumatic pressure supplied to
propellant valve actuators,

Propellant valves move to OPEN

position,

Ignition established and thrust
builds up to 90 percent of nominal
value in +0.4 to +0.6 seconds.

The sequence for ground

starting and steady-state operation shall be as specified in para~-

graph 1.3.1.7.1.1.

1.3.1.7.1.3 Restart.

The restarting sequence of operations shall

be the same as that specified in paragraph 1.3.1.7.1.1.

1.3.1.7.2 Engine Shutdown Operations.

1.3.1.7.2.1 Flight Operation.
the following sequence of events:

Action

Pilot valves (three-way
solenoids) deenergized.

Valve actuator pistons and
connect linkage move to
position.

Propellant flow to thrust
chamber stops.

Pilot prevalve (two-way
solenoid) deenergized by
deactivation of pilot
prevalve switch.

- 130 -

Shutdown of the SPS engine requires ‘

Result

Twenty-six volt dc power removed
from pilot valves.

Pneumatic pressure in actuators
vented through pilot valves
(three-way).

Propellant valves move to closed
position,

Thrust decays as the propellant
downstream of the propellant

valve is exhausted (thrust decays
to 10 percent nominal in O.4 to 0.6
seconds).

Twenty-six volt dc¢ power removed.
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’ ’ Action Results
Pilot prevalve closes. Pneumatic supply pressure shutoff
to pilot valve inlets.
Gimbal actuators deenergized A1l power removed from gimbal
by deactivation of motor actuators.

switches and control circuits.
Instrumentation deenergized. Power removed from instrumentation.

1.3.1.7.2.2 Ground Operation. The sequence for ground shutdown
shall be in accordance with paragraph 1.3.1.7.2.1, except that power
control functions shall be accomplished by GSE.

1.3.1.8 Ground Support Equipment

The SPS will interface with GSE in various areas involving the engine
assembly such as handling and checkout equipment, the propellant utilization
and gaging assembly, the helium fill and drain coupling assemblies, test
point coupling assemblies, and gimbal assembly.

1.3.1.9 Electrical Requirements
The SPS lunar mission electric power requirements (except for

- instrumentation, displays, and controls) as defined for design purposes
are shown in Table 28,

1.3.1.9.1 Dielectric Strength. Unless otherwise specified, all
components of the subsystem shall withstand a voltage of 1050 volts ac at a
frequency of 50 to 60 cps for a period of 1 minute at sea level and 550 volts
ac at altitudes of 70,000 feet to an equivalent altitude of 10=bmm Hg, with-
out evidence of insulation breakdown, flashover, current leakage in excess
of 2 milliamperes, and other deterioration which results in subsequent com-
ponent malfunction, when applied for 1 minute across each external termina-
tion and the component housing and between all external terminations except
those connected internally within the component.

1.3.1.9.2 Combustion Chamber Sensor. The combustion chamber skin
temperature sensor and the propellant valve position transducer shall with-
stand without electrical breakdown a potential of 1000 volts dc (rms) at sea
level and 200 volts ac (rms) at 70,000 feet to an equivalent altitude of
10~6mmm Hg.

1.3.1.9.3 Gimbal Actuator. Except for deviations noted herein, the
gimbal actuator shall not exhibit evidence of arc-over, insulation breakdown,
or current flow in excess of 2 ma at an internal pressure of 2 psia maximum
when subjected to a potential of 550 volts ac (rms) for 1 minute at a fre-
quency of 50 to 60 cps applied between ungrounded pins and between ungrounded
circuits and case. The motor circuits shall meet this requirement with all

‘ capacitors disconnected. The motor circuit capacitors, while under a pres-
sure of 2 psia maximum, shall withstand twice the peak voltage to which they
I
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Table 28, SPS Design Values AC and DC Electrical Power

Requirements by Equipment

TOTAL AC POWER REQUIREMENTS

Hours ON
Equipment Power Input (Prelaunch to Watt-Hours
Touchdown)
PU Gaging 69.5 W 0.174 12,1 (D
Subsystem (incl. valves)

Total AC Power Required - 12.09 Watt-Hours
TOTAL DC POWER REQUIREMENTS

Hours ON
Equipment Power Input (Prelaunch to Watt-Hours
Touchdown)
PU Gaging 19.6 W 0.174 3.4
Subsystem (incl. valves)
Helium Sole- 125.0 W 0.174 21.7
noid Valves
Gimbal Actua- 1348.0 W (2) 1.22 (2)(4) 1640.0 §§§
tor Motors 1825.0 W (3) 1.74 317.0
Two Prevalves 70.2 W 1.22 (&) 85.5
Pilot Valve 140.0 W (scs) 0.174 2.3
Actuator Clutches - Activated by Milliampere Signals from SCS
Total DC Power Required - 2092 Watt-Hours
Notes: (1) Static inverter efficiency not included in power factors.
(2) Idle condition (1 minute prior to Delta V) and launch
condition.
(3) Delta V condition.
(4) Assumes launch duration of 0.35 hours and 26 starts.
- LY - 132 -
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‘ will be subjected during service or 100 volts ac (rms), whichever is greater,
for a period of 1 minute, Testing of capacitors and motor circuits may be
performed prior to installation into the actuator.

1.3.1.9.4 Semiconductor Dielectric Strength. Component circuitry
employing semiconductors shall show no evidence of insulation breakdown,
and flashover between any terminal and the component housing, when
subjected to 500 volts at 50 to 60 cps.

1.3.1.9.5 Insulation Resistance. Each component of the subsystem
shall have an insulation resistance of at least 100 megohms between any
nonconnected pair of terminals and between the component housing and any
terminal, when subjected to a potential of 500 wvolts dec for a period of 1
minute.

1.3.1.9.6 Grounding. No components of the subsystem shall be
internally grounded.

1.3.1.9.7 Connectorgs. Where electrical wiring from the propellant
sensing devices pierce a tank, electrical connectors shall be designed to
provide dual sealing surfaces or a sealing method of equivalent reliability.

1.3.1.9.8 Electrical Connections. All components of the subsystem
that utilize a terminal block or stud feed-~through shall comply with the
following requirements:

1.3.1.9.8.1 Terminal Blocks., Component terminal blocks shall consist
of terminal studs, hardware, and a nonconductive, semirigid insulated cover
which is impervious to and compatible with the fluids to which the component
is normally exposed. Insulating barriers shall be provided between terminals.
The terminal blocks shall be permanently and legibly marked. The markings
shall be legible with the wiring installed and the terminal cover removed.
The electrical circuit shall not depend on the conductivity of the nuts,
washers and other hardware, or the stud to complete the current path. The
electrical connection shall not depend upon rubber or plastic in compression
for tightness. The terminal block stud shall incorporate a pad or base to
bear directly against the connecting wire terminals,

1.3.1.9.8.2 Stud Feed-Through. Stud feed-through connections shall
be made of materials compatible with sealing and current requirements.
Hardware for completing electrical connections shall be provided with the
component,
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APPENDIX B

TANK SIZING CALCULATION METHOD

In this appendix a typical calculation is presented showing the method
used to size the pressurization and propellant systems for the various AES
tank configurations considered during this study.

Block IL data was used, where applicable, in the preliminary
calcudations bresented.

It is to be noted that the calculation method presented results in
approximate but conservative solutions. During the next study, a rigorous
analysis will be accomplished for the configurations chosen for the AES
missions.

TYPICAL PROPELLANT/PRESSURIZATION SYSTEM CALCULATION

Example: 10,000 1b usable propellant loading
1.6 mixture ratio
75°F loading temperature
Specific gravity @ 75°F A=50 = 0.860, N30, = 1,436 g

S5

. Tank Volume Required
A=50 N0,
1bs £t3 1bs £t3
Usable propellant 3850 7.6 6150 68.5
Residuals in Tanks
Estimate of empty tank vapor =
Vapor Block II x
propellant Wt Blk II)
(propella.nt Wt AES) = 1.5 18.5
Retention reservoir inside
pull-thru (Blk II) 27 43
Retention reservoir outsids
pull-thru (Blk II) 29 53
Gaging system tolerance (Blk II) 55.6 55.5
GSE loading tolerance (assumed limit) 50 50

. - 135 - ~—GONFBENTIAL

SID 65-1527



NORTH AMERICAN AVIATION, INC @ SPACE and INFORMATION SYSTEMS DIVISION

t

Total Residuals in Tanks 163 3.0 220 2.5
Estimate of minimum ullage required 6.7 6.6.
Unpressurized Total Tank Volume 81.3 17.6

Helium Requirement

Ullage pressure (Blk II) A=50 177.5 psi
PR 175.9 psi

Empty tank temperature (estimate) 80°F
Empty tank ullage volume:
(V usable +V initial ullage) x (1.02)(factor for tank pressure
and temperature expansion) = A-50 = 7é;8 £t
N0, = 76.6 1t
Weight of helium in empty tanks:

He compressibility, Z = 1.01 @ 175 psi

Wt He = (P He - Pprop. va.por)

ZRT

A-50 tank = 9.3 1b He

N,0, tank = 7.9 1b He
Total He in empty propellant tanks = 17.2 lbs
Block II Helium bottle volume = 19.6 ft2

Initial Helium Temperature = 80°F

Final He bottle pressure required for regulation (Blk II) = 395 psia
The basic equation for the helium weight and pressure required is given by:

1) _P_].-Z 7_RT ’ _I:l_ — PSI

WT 1 WL, " Tbs He loaded

where the subscript 1 indicates initial fill values.

The second equation needed is similar:
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2) PV
L = IgRTp ,
WIy - WT in empty tanks

WI = 2—%9 + 17,2

where the subseript F indicates final values.,
Thus there are two equations and three unknowns. It is then assumed that

the helium will expand in the bottle isentropically.
¥-21
P —_—

In addition, heat is added to the helium during coast from the bottle walls.
It was assumed that the only heat to be transferred to the helium was from
the bottle walls:

L) Q = Cp WT Bottle AT (BTU)

Solving equations (1), (2), and (3) gives the first approximation of the
helium total weight, final temperature, and loading pressure.

WT He = 26,6#

Q"’ Ty

P1 = 2100 psia

300°R

Since it was assumed that the helium bottle temperature was 540°F initially,
thus maximum possible AT is 240°F. The total heat available for transfer
to the helium is obtained from equation (4).

Q = 1020 BTU maximum

If it is assumed that the heat stored in the bottle wall is given up
uniformly as the helium leaves the bottle, then the final helium tempera-
ture will be approximately 25°F higher than the isentropic value without
heat transfer from the bottle wall. Several iterations were necessary to
converge this solution sufficiently. The final results are:

Initial temperature 80°F
Initial pressure 2300 psi
Helium weight 29 1bs
Final pressure 395 psi
Final temperature 325°R

As can be seen from the above discussion, the information generated by these
calculations is approximate, but conservative. During future studies, these
calculations will be redone using available camputer programs and techniques.
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