Affidavit of Major F ritz Meyer

My name is Major Fred Meyer [FULL NAME FREDERICK?]. =~ / 5 O}C W

Born and raised on Long Island. Went to the University of
Michigan. Commissioned in 1962 as a naval officer, served first
on a destroyer out of Mayport, Florida, went to the navy flight
' training program, became a naval aviator in August of 1964. Sent
- to HC1, a combat SAR squadron based in San Diego, California.
From there, | went to South East Asia where I spent four years,
two of them in combat in Vietnam. I came home in 1969, resigned
‘my commission, went to law school, and in 1976 moved to
. Southampton, Long Island, where I established a small law
_practice. In 1980, the Unit at West Hampton Airforce Base was (hﬂ;j bé/&&
-converted to a helicopter SAR unit. I was recruited and became a
Major in the National Guard where I served as a "weekend
warrior" until March of 1997. T am a Navy master jumper. I'm a
Naval aviator. I am a United States Airforce command pilot.
. Those are my credentials as a pilot and as a rescue person.

On July 17, 1996, (the day of the TWAS00 accident), I was called

out to fly a night refueling mission with Captain Chris Baur. We

took off at 8:00 p.m. and it was still light (sunset was about 8:40

p.m.), so we practiced ILS approaches at Suffolk County Airport.

I'had flown my approach and my co-pilot was flying his approach.

We were on short final about 100 feet above the ground when the

tower called and said there was a Cessna entering the traffic

pattern for our runway. I leaned forward in my seat, put my head

as close to the windscreen as I could, and began scanning in front

of the helicopter looking for the Cessna. At that moment, I saw a

streak of light in the sky moving very rapidly from my left-center

farther to my left. It was red-orange in color. It resembled the

path of a shooting star that you would see at night except it was

red-orange and I saw it in broad daylight and one does not see

shooting stars in broad daylight. There was a break - where it

stopped - and then for an instant I saw nothing - and then suddenly

right there I saw an explosion - high velocity explosion - military ”p

ordnance - looked like flak in the sky. I've seen a lot flak, theirs &0~ 3 5S¢ com

and ours. It was military ordnancesfA brilliant white light Ike an -4 1¢ r"‘?’gg wy

old fashioned flashbulb. A second and a half to two seconds after ”’"[’ /

that, farther to the left but even lower, I saw, but I'm not certain,

either one or two nearly concentric detonations — da da — and from o

those detonations emanated this huge, slowly forming, low p

velocity explosion fireball. g
)
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4. Not long after the accident, [ prepared a diagram of this sequence.
It showed the bright streak, the bright ordinance explosions, the
huge low velocity fuel explosion, and then the flaming parts of the
aircraft falling downward out of the fireball. I didn't see any
significant parts come out of the top of that fireball. In particular, 1
didn't see a nose-less aircraft zoom-climb about 3,000 feet trailing
flames as later depicted in video animations hypothesized by the
CIA and the NTSB. Everything fell downward out of the fireball,

not upward.

5. My videotaped statements, below, are correct:

[a] And what I saw explode in the sky was definitely military
ordnance. I have enough experience with it to know what it looks like.
And I saw one, two, three, four explosions before I saw the fireball. So,
the fuel in this aircraft eventually exploded. But the explosion of the fuel
was the last event, not the initiating event. The initiating event was a
high-velocity explosion, not fuel. It was ordnance.

[b] When that aircraft was hit, it immediatelv began falling. It fell like
a stone. It came right out of the sky. From the first explosion, to the
second explosion, to the third, possibly fourth, and the petrochemical
explosion. It was going down, from the first moment of the first
explosion, it was going down. It never climbed.

[c] That’s what we éall —1 call a cartoon. It is totally ludicrous.

Lo _ SiL. hn
[d] And Ysge and behold the man who is the head of the team for the -
NTSB is Norman Weidermier, an old squadron buddy of mine from HC-7
in Vietnam and we shook hands, we hadn’t seen each other for 30 years. W;} ere ‘.‘ n
After the interview was ove Qm_-“r told him essentially what I just told
you, we walked out and as we walked out together, you know, we were
saying, we said what have you been doing, what you been doing, and he
said to me, you know, he said. I‘ve been trying for six months to get to

see you for an interview, and I said. Norm I am in the phone book, pick up
the bloody phone, and he said, the FBI forbade it.

[1.]  Letme start just to say this — that what you have seen here is a very
well structured, well engineered, well-reasoned, scientific reason — many
scientific reasons why what the Federal government has told you just
cannot be true. It doesn't stand the test of logic. That's Commander
Donaldson's presentation. My presentation is a little different. Alll am
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going to tell you is what I saw and what I did and if you are going to
believe me you have to have some confidence in me as an individual - you
have to know who I am before you believe what I say. So let me tell you
just a little bit about myself.

[Background]

[2.] Born and raised on Long Island — went to the University of
Michigan — commissioned in 1962 as a naval officer - served first on a
destroyer out of Mayport, Florida, went to the navy flight training program
- became a naval aviator in August of 64, was sent to HC1, a combat SAR
squadron based in San Diego, California. From there, I went to South East
Asia where [ spent four years, two of them in combat in Vietnam. My job
was to rescue downed American pilots from North Vietnam. I was
stationed primarily on the fantail of a destroyer and usually positioned
roughly 40 miles south east of Haiphong harbor. I would preposition —
move close to the coast as Alpha strikes were going in, in 1967, and if
someone's aircraft were hit - there's special radio frequencies which are
used — normally a wingman or sometimes the pilot himself would alert the
SAR people and we would bend the helicopter over and would start
trucking in.

[3.] Now, when you fly a helicopter at 120 knots over North Vietnam
in the 'iron triangle' — in the most heavily defended airspace in the history
of warfare — you see a lot of missiles — you see a lot of flak —and I did. 1
saw a bunch of it. I know what it looks like. My purpose in being here
tonight is to tell you that what I saw explode in the sky on July 17, 1996
was military ordnance.

[The Explosions]

[4] Now, we will talk first about.... I should tell you all the truth
though - just in case you are inclined to believe me — I have to also tell
you that I am a lawyer (audience laughter). I have to make full disclosure.
There is one slide that I pulled out of your [Commander Donaldson's]
presentation — it was a map of Long Island. Now I am going to talk to you
about a streak in the sky, three explosions — two of which were ordnance,
a little bit about aircraft ballistics, a personal conversation I had with Mr.
Robert Francis and an executive of the NTSB who was in charge of the
NTSB investigation, and my trips to the hangar at Calverton and the way I
got in there.

[5.] Atthe time of the accident - I also was until last March a member
of the NY Air National Guard, 106th Aerospace Rescue group. I've been
a SAR pilot in Vietnam and in 1969 I resigned my commission — came
home to New York — went to Law school and in 1976 moved to
Southampton, Long Island — the fabulous Hamptons — where I established
a small law practice. In 1980 the Unit at West Hampton air force base —
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just 15 minutes down the road — was converted from a fighter outfitto a
Search & Rescue outfit. They recruited pilots from all the services into
the NY Air National Guard, which is a subsidiary of the US air force and I
was recruited to fly once again as a "weekend warrior" as a SAR pilot. I'm
a navy master jumper. I'm a naval aviator - designated naval aviator. And
I am a United States air force command pilot. [hold the highest ratings
the air force awards. So, those are my credentials as a pilot - as a rescue
person.

[6.]  That night I was flying — I was not scheduled to fly — ironically I
was supposed to be at that fundraiser where they took the picture of what
may be a missile. I was going to go to Vince Canusio's fundraiser — he was
campaigning to be our town supervisor. Instead I got a call from the base
that said "so and so can't show up for his flight - can you fill in we have
got to get Chris Baur a night air-refueling or he turns into a pumpkin - he
passed the maximum time between events and he'll be unqualified. So I
agreed. I went down to the unit, had a standard brief — weather, the
mission for the night and went out — cranked up the aircraft. Now, it's the
military — even though we are only weekend warriors — they tell you to
take off at eight o'clock at night, you take off at eight o'clock at night. The
mission we are going to perform is a night air refueling on night vision
goggles. We shut off all the lights. We fly in total darkness and we climb
up and we fly a pattern. We fly along the beach. A C130 Hercules tanker
aircraft flies over us, drops its flaps, slows down, streams hoses. We look
up with our night vision goggles, we see it in the air. We join under its
wing and then we practice plugging into the fuel nozzles and taking fuel in
mid-air because if we were doing a deep penetration into enemy territory
we would probably be tanked in total darkness, at night, very close to the
enemy lines - just before we penetrate to make the pickup.

[7.]  When one is "on the hose" with no lights — on goggles — the tips of
the rotor blades if you are in perfect position are 22 feet from the tip of the
horizontal stabilizer on the C130. So, if you make an error of 22 feet and
one inch, you're dead. This is the type of maneuver that you want to fly
frequently so as to maintain a great deal of proficiency. So we were doing
that — we were scheduled to do that — but of course to do that it has to be
dark. You don't fly a night vision goggle mission in daylight because that's
cheating. But we take off at eight o'clock and on July 17 sunset doesn't
occur until about 8:40 p.m., — sometime about then. So, what are we
going to do for the first 40 minutes of the flight? Well, let's go up and
practice a few instrument approaches to Runway 24, the airport at Suffolk
and check off our proficiency on those practice instrument approaches.
You know, to repunch our clock — aviators know what I'm talking about.
You have to have 3 precision and 3 non-precision approaches every 90
days. So, we go out, we fly them and we log them and we meet all the
statutory requirements.
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[8.] Ihad just flown an approach and my co-pilot was now flying this
approach we're coming down the electronic glide path to the approach end
— the threshold of the runway. I called to him that we were 100 feet above
the altitude at which we must make a decision to either land or go around.
I said "100 above." He said "Rog" — and just at that moment the tower
said "Cessna blank blank blank vou're cleared for a right downwind to
Runway 24." Well, that's the runway to which we are landing.

[9.] So, I wanted to immediately see where that aircraft was that the
tower had just cleared to land on the same runway to which I am making
my approach. Ileaned forward in my seat, put my head as close to the
windscreen as I could and began scanning in front of the aircraft in front
of the helicopter, looking for a Cessna. And at that moment, I saw a streak
of light in the sky. Now at that moment — the reason I left this up here to
show you that I was probably right there [points to his position on diagram
- witness #1]. Here's TWA 800 up here at 13,000 feet, cruising along.
And from where I am right there they are about 10 miles away at 13,000
feet. Twenty four hours later, actually 20 hours later, I estimated in
response to a reporter's question that they were at 10 miles and
approximately 10, 000 feet — that's pretty good for "seaman's eye".

[10.] So let's switch to the next slide. This is a drawing that I made. I
did this drawing for Dave Hendrix, well over a year ago. He is a reporter
for the Riverside, California Press Enterprise. I'll tell you about that later.

[11.] As]looked out of the front of the aircraft scanning for the Cessna,
I saw a streak of light right there [points to diagram] moving very rapidly
from my left-center farther to mv left. It was red-orange in color. It

resembled the path of a shooting star that you would see at night. You just
go out on a clear night, put your head back and if you're patient enough
you are going to see meteors coming through the atmosphere — shooting
stars. They move very rapidly. They leave a trail of light. That's exactly
what it looked like except it was red-orange in color and I saw it in broad

daylight. And one does not see shooting stars in broad daylight.

[12.] There was a break — where it stopped — and then for an instant I

saw nothing. And then suddenly right there I saw an explosion — high

velocity explosion — military ordnance! — looked like flak in the sky — and

I've seen a lot of flak — ours and theirs. It was military ordnance! A

second-and-a-half to two seconds later — farther to the left but down, I saw

a flash once again — high velocity explosion — brilliant white light. Like

the old fashioned flashbulbs that we used to get one picture out of it and L

then it was gone — brilliant white light. A second-and-a-half to two 2
<
o

seconds after that, farther to the left but even lower, I saw, but I'm not

certain, either one or two nearly concentric detonations — da da — and from
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those detonations emanated this huge, slowly forming, low velocity
explosion fireball.

[13.] See this circle out here [indicating to diagram] — that's the size of
the fireball. As we were flying over about my 2 o'clock position — the
northwest — the sun —~ the lower limb of the sun was just on the horizon.
And if at that time I had held my hand out in front of me, I believe that the
sun would have appeared to me at that point to have been about 4 fingers
in diameter. If I turned to my 10 o'clock position to this fireball, which
was formed — it was 16 fingers in diameter. It was four times the size of

the setting sun at that time. Of course, it was much closer but it was huge.
It filled the sky.

[14.] At that moment my co-pilot was the first to speak and he said —
he's an experienced officer — coast guard helicopter pilot — former army
helicopter pilot — now flies with the US Customs Office and is a weekend
warrior with the Air Guard as I was. He said, "Is that pyro?" 1 said, "No
pyro I've ever seen, let's go take a look." I had never seen the aircraft — let
me make that point. Also, let me make the point that when you fly a
helicopter and you want to hear anytime past 25 years of age, you wear
earplugs stuffed in your ears and you put the helmet sound suppressors
over the top of them to protect your hearing. We hear nothing in that
aircraft but the intercom and the radios. So, I never heard any explosion
or any noises associated with what I saw in the sky - totally silent.

[The Search]

[15.] We called the tower at that point and said that we see a fireball off
the beach and we are going south to investigate — clear us out of the
control zone. We accelerated from 90 knots — which is about 105 mph up
to about 160—165 miles per hour. We're flying a Black Hawk helicopter —
they're fast!

[16.] We began heading out on a heading roughly 180 at max speed
directly toward the point on the ocean where we could guess that the
fireball was going to impact the ocean.

[17.] When it impacted, I was very surprised because this huge thing
was burning and when it landed in the ocean, I expected it to be quenched.
It was not. It impacted the ocean — threw a wave out. The ocean was very
calm — threw ripples out and continued to burn.

[18.] This was a lake of fire, probably 3 acres in size, burning with
flames 50 feet high, I know it was 50 feet because I hovered the
helicopter along side, looked over the top, read the radar altimeter and it
read 50 feet. We immediately knew we had some kind of a disaster, but
we hadn't seen an aircraft. None of us had seen an aircraft.
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[19.] As we approached, the fireball impacted the ocean just about as we
were approaching the Barrier Island — the barrier beach that runs along the
south shore of Long Island. It was about where my feet are on the rudder
pedals and I estimate that about an eighth of a mile in front of the
helicopter. As we proceeded out over the ocean toward the fireball, I
could see more debris falling from the sky. Itold my helicopter pilot to
flare it and slow down so that we would allow the debris to fall in front of
us — we wouldn't fly under it and get it meshed in our rotor system.

[20.] At that moment, I remember a picture. And the picture troubled
me. And later I will talk to you about it.

[21.] We went on. We approached the windward edge of the burning
lake of fire. We couldn't move downwind and go around because there
was so much smoke that it would have probably suffocated our engines
and it might have suffocated us so we couldn't go downwind.

[22.] We worked around the upwind hemisphere of the lake of fire and
the first thing we saw were four bodies. So we knew we had a
catastrophe, which involved human beings. But all the debris we looked
on was in such tiny pieces that we couldn't identify anything and say it
was an airplane. We looked for several minutes and we checked the
bodies — I don't like to talk about the conditions of the bodies but three of
them were decapitated and one of them was not. We checked him very
carefully and there were no signs of life. We proceeded on.

[23.] A few minutes later, perhaps 2, 3 minutes into our search, we

finally saw a section of that white plastic window liner that you see on

airliners, about maybe four feet long — that had two of those window holes

that you see on airliners that the shades slide up and down. That was the

first piece large enough that we could identify and say okay we have got

an aircraft here, either an upscale business jet or it's a commuter. There )

are Grumman Gulf stream 3s flying into East Hampto% the neighboringdg.m i
town all the time.

[24.] So we knew we had some kind of a commuter or business jet and
we radioed that to the C130 that was airborne - they too were doing other
proficiency maneuvers waiting for the light to fade so that we could do the
night vision goggle. They were down the beach approximately 15 miles,
they saw the fireball, they saw nothing prior to the fireball. They turned
when they saw the fireball and came at 1,000 feet to investigate. We were
of course down between 50 and 100 feet. I called to them, told them not
to over fly the site because of the debris. They made a great circle around
the area and there was communication going on between us and the 130.
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[25.] The first thing we did was we marked the position of this lake of
fire. We have a very sophisticated navigation system in this helicopter.
This helicopter cost $12 million per copy and it's got everything and we
thank you — we thank the taxpayer [laughter]. It has an INS, a GPS and a
Doppler system that are computer integrated so that if one fails the other
will take over. It enables us to give you a position in Lat and Long within
1/100 of a minute of arc. At 40 degrees north Latitude, that's in the

- neighborhood of 86 feet. That's how close we can get our position —
within 86 feet. We gave the position of the main debris field, the main
impact area where the lake of fire was located, to the C130 radio operator
who wrote it down.

[26.] Later on as we continued to search for bodies and find them, and
debris we noted. Chris had seen the tail section of the aircraft fall out of
the smoke plume before the fireball struck the surface of the ocean and
there was about a half a mile, I think, maybe a little more, between the
major impact area and the area where the tail section had fallen. We flew
over that area - we marked it - we gave the Latitude and Longitude to the
radio operator in the C130. We had seen the leading edge of an airfoil that
we thought was a wing of an aircraft. We then found an area where we
found a cluster of 35 bodies and we examined each of them. The doctrine
of the rescue is that we perform a triage — if we look at someone and we
don't see a sign of life and we know there are a lot more in the water, we
move on and we don't commit anybody to the water unless we know we
have somebody alive. So when we found these 35 people clustered
together and we used techniques such as coming down low and shaking
the bodies with the rotor wash from the helicopter to see if they show any
signs of life. They did not. We reported this to the tower and we were
almost at that point relaxing thinking we had a commuter here — we got 39
bodies — and it doesn't look like there are any survivors.

[27.] At that moment, the tower came back and said to us "Jolly 11 ATC
reports they have lost track of a TWA 747." Well as it turns out the airfoil
surface that we thought was a wing turned out to be either the rudder or
one of the horizontal stabilizers.

[28.] We realized that now there were another 200 people, perhaps even
more, out there somewhere and we had to find them. So, we reenergized
ourselves and began a very disciplined search called a creeping line search
looking for more survivors. We spent that night searching and found
many, many more bodies — no survivors. Later on that night as we were
turning and going back in because we were out of fuel — we flew until
11:45 — we were returning back to land at Suffolk Airport and I could see
on my left Moriches inlet and on my right Shinnecock inlet. And coming
out through those two inlets in the middle of the night were the lights of
several hundred private boats — people who had heard of the accident and
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were coming out to help. Now obviously I'm very proud to be from Long
Island.

[29.] Now, I just wanted to show you this because the NTSB says the
fuel tank exploded and that's what brought the aircraft down. The fuel
tank explosion is the third event in the series. It could not have initiated
anything. The first thing was a high velocity explosion of military
ordnance. The second thing was another high velocity explosion of some
brilliant white light — I don't know what it was. The third thing, three to
five seconds later, was the fuel tank explosion and the Commander
{Donaldson] has explained that the only way you get that fuel to — not
even explode, but to burn rapidly is to shake it up as though you had
atomized 1t as you would in a diesel engine.

[30.] And that's basically what happened. That fuel was shaken by, I
believe, the warheads of two missiles and the break up of the aircraft
caused by the damage from those missiles and that's what shook that fuel
so that ultimately something ignited it.

[31.1 The other thing — notice the path — it goes down! This is my
aviator's drawing of the compass in my aircraft. I was on a heading of 236
degrees magnetic. Why do [ know that? We were flying an instrument
approach. The instrument approach is an electronic signal — 236 degrees
down to the approach of the runway. I know exactly what my heading
was. I know what my altitude was within 100 feet and I know what my
airspeed was. So, I am able to reconstruct very substantially exactly
where I was and what I saw and communicate that.

[The Press Conference]

[32.] Now, I went out to give aid as I told you and found no survivors
and went back to my unit and went home that night. The next day at 4:00
p.m. we gave a press conference and some reporters came to base and we
sat in an auditorium on the base and I came down from my office to
participate in this press conference in which the crew of the C-130 and the
rest or my crew and two para rescue men who had seen a light in the sky
were all called in to tell what we saw to the news media.

[33.] When I went into that press conference the public affairs officer
from my unit gave me three criteria — he said, "Do not speculate." "Do not
give your opinion"- and "Do not discuss the condition of the bodies. So,
those were the conditions under which we held that press conference. I
described my streak of light and everything to the people there. 1 walked
out of that room about an hour and fifteen minutes later and a fellow was
watching a television in a room across the hall from the briefing room and
he said, "Hey, I just saw you on television - Peter Jennings says you said it
was a missile."

o
)
N
S
Q
=

EXHIBIT

O
9 b 9 TS



John H Clarke


John H Clarke


John H Clarke


John H Clarke


John H Clarke


John H Clarke


John H Clarke


John H Clarke


John H Clarke


John H Clarke


John H Clarke


John H Clarke



[34.] Well all hell broke loose because I had apparently violated the
parameters of the press conference. The New York State Air Guard was
on the phone with me and wanted to know why I did that. I told him,
"General the entire press conference was videotaped. Look at the
videotape. I never said it was a missile." Well the media had picked 1t up
as a missile and therefore I was given the task to then go back to the media
and tell them "I didn't say it was a missile."

[35.] So,I went back — at that time the next day — two days later. The
Friday after the accident, I went back to the coast guard station at East
Moriches where I gave in excess of 40 interviews to news media crews in
which I told them that I did not say it was a missile. They, of course,
reported "Pilot on the scene says it was not a missile." [Laughter]. There
came a period in here where we decided — and it was a mutual decision — it
was not an order — that we were just going to stop talking to the media
because no matter what we told them they screwed it up. We stopped
talking to the media [applause]. We also decided that we were witnesses
to an accident — that there were pros in the NTSB who were going to come
in and do a first-rate job. And we waited for a year for those pros to do a
first rate job and we don't believe they did which is why we are here.

[Falling Debris]

[36.] I want to tell you about some other things that occurred after that.
One thing I told you about the fact that 1 had seen this scene of debris
falling. For the next week, I got very little sleep because that scene, for
whatever reason, kept playing over and over in my mind like a loop of
videotape. I kept seeing this debris falling and it took a week to work out.

[37.] Ieventually realized that what [ was looking at was shards and
pieces of the skin of the aircraft and other debris tumbling in the air,
falling, some of it burning, some of it not. And through this debris, which
was tumbling and falling at approximately 50 miles per hour, there were
things coming down at terminal velocity — coming down at probably 160—

480 miles per hour. This kept going through my head and I realized that m !
my sub conscious was probably saying to me, "Something's wrong with
this picture." Because if all of these things emanated from the same
source at the same time, objects falling at 160 miles per hour would not be
passing through my field of vision in the last 1,000 feet above the water at
the same time as things tumbling at 50 miles per hour. The faster moving
objects must have taken a circuitous route to get there — they had to go
somewhere else and then come down and catch up with the tumbling
debris.

[38.] And as the dream became clearer and clearer I realized that the
high speed objects that I saw plummeting to the surface of the ocean were
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people strapped in their seats. And that's what I saw and I thought that
was extremely important. :

[Interviews with the FBI]

[39.] Now let me talk to you about my interviews with the FBI. On the
Friday when I went over to the coast guard station — now remember we
gave a press conference Thursday afternoon at 4:00 p.m. Some time the
next day about noon or so I went over to the coast guard station at East
Moriches, which had become the center of activity for body recovery.
There were thousands of news people media there with their camera

crews. My job was to tell them that I didn't say it was a missile. ‘
[40'.] At that time ] walked over to the FBIEg/gJeé%d I knocked on thd‘z’é\ W ’
door, and told them who I was and told them where I had been the night of

the crash and asked them if they wanteg,a statement from mg. They all

- kind of Jooked at e ther as if to say what do we do no@?and finally

some gﬁ%/?ﬂiilgfv‘{%s pﬁ%bly the junior man there sa#& "Well, you and hingr;’vz ﬁ/'/i ¢
go in the back room and take his statement." So I was ushered into the ’

back room with two young FBI agents, one of whom took out a 2 1/2 inch

by 4 inch spiral note pad from the back pocket of his dungarees and a little

ballpoint pen and said, "OK, What did you see?" I spoke for 4 minutes

and told him, if vou can believe this, approximately what I have just told

you in the last 20. And he asked me no questions and I left.

[41.] A week later when this dream became clearer I went to the public
affairs officer's home in Moriches which is close to the Coast Guard
station and after telling my dream to him and telling him what I thought it
meant, we called the FBI and we pleaded with them, because they didn't
want to come. Eventually they agreed to send an agent and they sent two
agents to his house and the reason we did it that way was that it was
impossible without special credentials to get through the security lines
around the Coast Guard station and get in to see the FBI.

[42.] The first time I had come in by helicopter. So the two agents came
out — came to his house — I told them my story — approximately one-half
hour. They wrote it down. They asked no questions. They said, "Thank
you very much," and they left. Those are the only 2 interviews I have ever
had with the FBI.

[43.] The FBI was present at 2 other interviews 17 days after the
accident more or less. I gave a briefing to the senior officers at the Air
National Guard unit. An FBI agent was present in that interview asked me
no questions and at that point, I drew this diagram on a great big board and
explained to all the officers what I had seen. Within a day or so, it was put
on the Internet and that would be some time in late July 1996. 1 had one
more interview in which an FBI agent was present. It was on January 12,
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1997, which was an Air Guard weekend drill, and on Sunday afternoon I
was told that the NTSB was there and they wanted to talk to me.

[44.] 1 was ushered into a room where there were five people, I believe,
one of whom was an FBI agent. Now those are the 4 occasions that I have
even been in the presence of an FBI agent while I discussed anything I
saw this night and that was the total interest that the FBI took in what I

had to X&};&({

[45.] [ Coincidentally the fellow who was heading the NTSB inquiry
roup¥iad come to the Air Guard about 6 months after the crash — Norm
Wiedermeyer. Norm was a squadron mate of mine from HC-7. He's got
war stories to tell too — going in on a rescue he got shot down and had to
evade into Laos. I walked into that room and I said, "Norm, hey, how are
you?" And we talked and I told him my story, I told him what I had seen.

[46.] As we walked out we separated from the other people and I said,
"It's good to see you," and he said, "Well, I had a hell of a time getting to
see you. It took me 6 months to get FBI permission to talk to you.”

[Conversation with Robert Francis]

[47.] Let me take you back to September of 1996. 1 was very distracted
by this and I wasn't really doing a lot in my office to make money because
my mind was elsewhere. And so, I kept going down to the unit and
coincidentally we had — the Coast Guard took over the body recovery and
the Navy took over the debris recovery — and the air guard unit became
tasked to provide administrative support to the FBI people.

[48.] That means we flew them all over the place, from the hangar at

Calverton over to the coast guard station to the airport at East Hampton,

we were just flying them here there and everywhere. During that time, [

had an opportunity to fly over with a friend of mine over to the hangar at

Calverton where we landed in the grass. This friend of mine is an

employee in the FAA and he is also a weekend warrior with the air guard

unit. He took me into the hangar and he introduced me to Bob Francis who

was the person in the NTSB in charge of the investigation for the NTSB.

He had known Bob when Bob had worked in the FAA, so they are old

buddies, and he introduced me. "This is Fritz Meyer. He is the pilot who

was flying the night the plane went down." So, we started talking and we M
got separated from the people — Admiral Christiansen — that had flown O
over to the hangar and [ was talking with just four people together. There fn) 2]
was my friend, Bob Francis, a young lady from the NTSB —1 can't (we)
remember her name — and myself. S~

[49.] As we walked along Bob Francis turned and looked away from me
and sort of collected himself and he turned back to me and he said, "You
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know, we're getting away from that missile theory." 1 laughed in his face
and he was crestfallen — he was distraught. And after that when I just
laughed right at him we began to have a frank discussion.

[50.] As we walked along we walked up to a nose wheel casting and it
was all ripped and shredded. The tire was completely shredded and it was
lying on a table or a frame of some kind in the hangar. And we had had a
more or less candid discussion about the crash and as we walked up he
showed me this thing, and it had striations across it, great deep cuts
through the alloy of the wheel casting. And he said, "You know my _
people tell me that this is sign of a high velocity explosion." Those were
his words. 1 made a mistake — I told this to a reporter about three months
later and he picked up the phone and called Bob Francis and Bob Francis
denied he had ever met me — had seen my face on television but he had
never met me in person.

[Debris out of Calverton]

[51.] On another occasion while I was just in my green bag doing my
thing, flying the helicopter, I was given the task to fly over to the hangar
from the Suffolk airbase. And they had something that they wanted to be
flown back to the base to be picked up by the C-130 and flown down to
Washington. And it was the leading edge. See they didn't know who I
was. I'm just a guy in a green bag flying the helicopter. So they said we
have this leading edge of an airfoil and I didn't know what it was.

[52.] Bill [Donaldson] has told me since, and you have seen a picture of
where it went on the aircraft. And there was a polished aluminum surface
and then there was a very clearly delineated place where the white paint
began and it went back. And of course, the back edge of what we were
looking at was jagged; the interior was painted with the green aluminum
primer. It was a piece of the airplane obviously.

[53.] Now along that leading edge there were very large puncture holes
— spaced almost evenl W thing and the about three
fourths of an inch to one inch in diameter. They had dimpled the leading
edge. Now this is critical — the strength of this aircraft is something that
we can't over emphasize. Here you have an aluminum alloy, which is
turned tightly into an 8 or 9-inch radius. It has great strength. Something
had driven through that with such force that it dimpled it inward. Not just
once but regularly about four or five holes which appeared to be almost in
line. They said, "Can you carry it?" and we said yes. We loaded it into a
box and we put it in the helicopter and we flew it over to Suffolk base
where the 130 took it down to Washington. And I would really like to
know where that was, where it went. We think we know where it went —
we're not certain. But I was the guy who flew that part out of there when
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it got tested with the Egis 3000. So, I've been all around this thing but just
kinda like a fly on the wall [laughter].

[Reconciliation with Eyewitness Goss's report]

[54.] Atany rate, that's really all I am here to tell you. I saw a streak of
light cross the sky and initially I wasn't certain that it was a missile and I'll
tell you why. In my experience in Vietnam when you saw a missile in
flight, it had an erratic flight path. The guidance system was always
correcting. Another strange thing — I saw something moving from my
left-center to my left, I talked to a number of people whom I knovg ip, the
community who said/yea we saw the missile go up from the water —we
saw it go up from the horizon and turn West Well, I was looking to the
Southwest and that meant that they saw something, which would have
gone from my left across going from my left to my right. And what I saw
went from my left to my farther left in a right to left direction. And the
two stories didn't jive. They conflicted. And I said well look I know these
people. I know they are telling me the truth. We'll just preserve what we
know and when we know the whole truth the pieces will fall together.
And I think they are. Because about 7 to 8 months later I met this guy,
Richard Goss. Now Richard Goss had been sitting on the deck — on the
front porch of a yacht club, farther to the west of me. And he had been
looking out on a heading of 159 magnetic, and he had seen this [points to a
diagram depicting what Goss had seen] 170 magnetic, 159 true. Okay.

[55.] He had seen this and when he described it to me and we talked
about it and we drew it, I realized what had happened. A missile is in an
erratic flight path because it is always correcting excent if it is in an
overshoot correct. That is, if the target is at the extreme limit of the
acquisition capabilities of the missile then the missile says to itself,
“Whoops, the target's over there — I got to make a hard turn to catch that
target." So, the control surfaces on the missile go full throw and they hit
stops and they stay there. And as long as they stay there and they don't
chatter and they don't flutter, that missile carves a smooth arc in the sky.
When I saw Richard Goss's depiction of what he had seen I knew why I
hadn't seen an erratic flight path, why the arc was smooth. And I knew
that what I had seen was a missile. I picked it up — you see on the top here
where it curves — I picked it up just about where it starts to turn. And what
you are looking at with him is the turn is not that tight but what he looked
at was at an aspect that was actually heading to the South away from him
so that from his point of view the turn appears tight whereas from my
point of view farther to the East it was a smoother curve.

[56.] So much of this will depend on what the FBI did not do and that is
putting every eyewitness's position on a map and getting the aspect so that
all these little peculiarities of geometry become clear. And I think they
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have a reason for not doing that and that is that they — as we — know what
the answer is. This was not an accident. This aircraft was shot down.

[57.] [Question from audience]. Why does there have to be a purpose?
Suppose you had a navy ship out there doing an exercise and they
inadvertently fired a missile that locked on. You can say that that's an
accident. I'm sorry — I guess my legal training doesn't allow me to think
that. If you're conducting a missile shoot under the main traffic control
routes into New York City, vou have exhibited in my mind depraved
indifference to human life. That's not an accident — under any statute —
any codes anywhere. That's murder.

[58.] Now, if it was a foreign force — that's murder. Now there's a
reluctance here — Naval officer [points to Donaldson] gave his life to the
Navy. Naval officer [points to self] commissioned in the Navy. We know
the people we served with in the Navy. Something inside us says, "It can't
be." These are good people. These are honorable people. They wouldn't
be still. But then again we know there are people in the NTSB who have
more to say than is being said. We don't know who it is.

[59.] The only reason we're here is to say it's no accident. Somebody
shot this aircraft down. We want to know who. We want to know the
truth. And we're not going to find it by ourselves. You people have to
pick up those pencils and paper and write those representatives and tell
them you want to know too. That's all I have.

I hereby certify under penalty of perjury that the foregoing is true and correct.

7, Qﬁ/% W/V/

Date: January [ Y], 2003.

000;95
RO

EXHIBIT
O

15 io.f s



John H Clarke


John H Clarke


John H Clarke


John H Clarke


John H Clarke


John H Clarke


John H Clarke


John H Clarke


John H Clarke


John H Clarke


John H Clarke





