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a. Authority: Under the provisions of Air Force Regulation (kI-‘R) TT0-14, the Ninth Air "3

Force Commander appointed Licutenant Colonel Charles R. Rogers, III to conduct an Aircraft
Accident Investigation of the F-16CJ (SN 90-0823) accident which occurred near Cosby,
Tennessee on 2 February 1994. The investigation was from 1 March 1994 to 15 March 1994,
Technical Advisors were Captain Luther M. Adams, III (Operations), Captain Richard S.
Mountain (Maintenance), Captain James L. Flanary (Legal), Major Hetnando J. Ortega, Jr.
(Medical), and Airman Angela G. Hendricks (Administrative Support).

b. Purpose: An aircraft accident investigation is convened under AFR 110-14. The
investigation is intended primarily to gather and preserve evidence for claims, litigation,
disciplinary and administrative needs. In addition to sctting forth factual information
concerning the accident, the investigating officer is also required to state his opinion concerning
the cause or causes of the accident (if there is clear and convincing evidence to support that
opinion), or to describe those factors, if any, that in the opinion of the investigating officer
substantially contributed to the accident. The report is available for public dissemination under
the Freedom of Information Act (5 U.S.C. 552) and AFR 4-33.

2. SUMMARY OF FACTS

a. History of Flight; On 2 Feb 94, Captain Michael A. MacWilliam, the mishap pilot (MP),
was scheduled as number 2 of a two-ship Dissimilar Air Combat Tactics (DACT) upgrade flight
as the instructor pilot. Captain David Y. Knox led the mission filed under calisign Visor 81 (K-2).
The flight departed Shaw AFB, SC at 1451 hours Eastern Standard Time (EST) (A-1) and
proceeded to the Snowbird Military Operating Area (MOA) in northeastern Tennessee. Shortly
after commencing air-to-air tactics with Peach 11, a flight of two F-15s from Dobbins ARB, GA,
the MP heard and felt what he described as an explosion followed by a loss of thrust and initiated
the airstart sequence (V-1). After several unsuccessful airstart attempts, Captain MacWilliam
directed the aircraft toward an uninhabited wooded area and safely ejected. The aircraft crashed
and was destroyed. The crash site was 10 nautical miles (NM) South Southwest of Newport, TN
at 35° 49.15' North latitude, 83° 16.60' West longitude (R-1). The Shaw AFB (ACC) Public
Affairs office handled news inquiries.

b. Mission; The mission was scheduled and planned as a two-ship DACT Flight Lead
Upgrade. The planned profile included single ship military (mil) power takeoffs, rejoin, medium
altitude cruise to the Snowbird MOA, two versus two (2v2) DACT engagements with F-15s
(Peach 11 flight) from Dobbins ARB, GA, and return to Shaw via vectors to initial for overhead
full stop landings (V-1, V-2).

¢. Briefing and Preflight: Captain MacWilliam reported for duty at approximately 1100L,
Captain Knox at 0745L. Both pilots reported getting required crew rest. The flight briefing began

at 1255L and both pilots reported that the briefing was comprehensive and that they both had a
clear understanding of their responsibilities and the planned events (V-1, V-2). At step time, the
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mishap aircraft was not crew ready. When Capt MacWilliam arrived at the aircraft, a panel
toward the rear of the aircraft was down, and he suspected that the Accessory Drive Gearbox
(ADG) oil was being serviced. Review of the aircraft forms (U-8) and crew chief testimony (V-3)
confirm this to be the case. Engine start and the remainder of ground operations were performed
without any unusual occurrences or deviations (V-1, V-2).

d. Flight; Visor 81 flight took off at 1451 EST on a DD 175 flight plan (K-3). The takeoffs.
were single-ship using military power. Engine response during the takeoff and enroute portions of
the flight was reported to be normal by the MP (V-1). The 180 NM flight to Snowbird was
uneventful. The Snowbird MOA is located over the Great Smokey Mountains in northeastern
Tennessee. This is significant in that the surface mean sea level (MSL) altitude is predominately
between $000-6000 ft, with peaks as high as 6600 ft. The flight entered the MOA and
accomplished G-awareness maneuvers prior to beginning tactical maneuvers with Peach 11
flight (V-2). During the first engagement, Captain MacWilliam, starting from a close formation,
accomplished a rapidly descending and turning mancuver. As he leveled off at approximately
13,000 ft, he felt and heard what he thought to be a loud explosion followed by thick smoke in the
cockpit (V-1). The MP called "Knock it off" and began to zoom the aircraft while trying to
see the engine instruments. At an apex of 18,000 ft he noted no engine response to his throttle
movements. With the RPM "hung"” at 60%, Captain MacWilliam began & series of airstart
attempts in accordance with (LAW) standard critical action procedures (CAPS) (V-1). Visor 81
was able to rejoin with the mishap aircraft and look him over as he was in a 170-180 knot glide.
He noticed no significant damage or any fire or smoke from the distressed aircraft, only an orange
ring of fire within the engine itself (V-2). Crash survivable flight data recorder (CSFDR) data
indicates this was the turbine section glowing hot due to high temperatures experienced during
numerous airstart attempts (0-6). During each airstart attempt, as the RPM reached 52%, the
aircraft began to shake violently (V-1). After six unsuccessful attempts at restart, the MP directed
the aircraft toward a small ridge line and ejected at approximately 1800 ft Above Ground Level
(AGL) (V-1).

¢. Impact; The aircraft crashed at 1531 EST in an uninhabited wooded area south of
Newport, TN. Parameters at impact were 220 knots, 6° nose down, and 24° right wing low
(O-19 through 0-20). The impact heading was 036°, and wreckage was scattered along a 380 ft x
1080 ft area (R-1). The aircraft was damaged beyond economical repair (M-1). The 20th Medical
Group Bioenvironmental Engineering personnel responded to the crash to identify and remedy
" environmental damage at the scene. Remedial action was implemented and is continuing at this
time (V-5).

f. Ejection Seat: The ejection seat functioned nommally. The seat and canopy were not
recovered. This is significant because of the probability that unexpended explosive cartridges
femain in the seat. Based on the parameters of the ejection, the drogue gun cartridge and altemate
mortar cartridge should not have fired. These cartridges could be set off by tampering,
mishandling, or even static discharge, and could cause serious or fatal injuries. Of note is that
there is no warning information about these dangers on the seat itself. All reasonable measures
have been taken to disseminate this information to civilians in the local area to include prominently
posted flyers as well as newspaper and television press releases. This information is included as a
collateral finding at Tab AA (AA-1 through AA-3.2).
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(f) The high pressure turbine showed evidence of trailing edge impacts and small
picces missing from the outer diameter. The high pressure nozzle, rotor, and shroud all had
deposits of metal splatter composed of nickel, chromium, aluminum, titanium, and copper.

(8) The low pressure turbine blades showed no evidence of damage although they did
have metal splatter attached, especially at the outer diameter. Thermal distress at the 5:00 and
10:00 position (looking from the aft of the engine) originated from high turbine temperatures
experienced during the numerous airstart attempts. '

n. Operations Personnel and Supervision: The mission was accomplished under authority of
the 20th FW and 79th FS. Captain Knox gave the pre-mission brief in accordance with
MCR $5-116 and MCR 55-116, Shaw AFB Supplement 1. All supervisor briefings and actions
were accomplished. '

o. Pilot Qualifications: Captain MacWilliam was current and fully qualified to perform the
scheduled mission (T-1 through T-3). His flying experience is as follows:

F-16C/D 1470.0
F-16 A/B 320.8
AT-38 27.6
Student Time 179.2
) Tota! Time 1997.6
HOURS/SORTIES
Last 30 days 26.8/20
Last 60 days 62.8/42
Last 90 days 86.1/57

p. Medical: Captain MacWilliam was medically qualified to fly (X-2). He suffered only
minor injuries (bruises and scratches) related to the ejection and tree landing (X-1). Toxicology
specimens contained no alcohol, elevated carbon monoxide levels, or illegal substances (X-3).
Additionally, the toxicology specimens from all involved maintenance personnel were also

negative (X-4 through X-12.2).

q. NAVAIDS and Facilities: All applicable NAVAIDS were in operation. There were no
NOTAMs applicable to this accident.

r. Weather; The weather was clear with seven-plus miles visibility. The winds were out of
the southwest; 100 knots at 26,000 ft; 10 knots on the surface. Altimeter was 30.21 (W-2, W4,

W-5).

s. Directives and Publications:

MCR 55-116, F-16 Pilot Operational Procedures

MCR 55-116, SAFB Sup 1 Local Operating Procedures
T.0. 1F-16CJ-1, Flight Manual

T.0. 1F-16CJ-1CL-1, Flight Manual Checklist

There are no indications of deviation from dﬁrectives.
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W Under 10 U.S.C. 2254 (D), any

opmxon of the accident investigator as to the cause of, or the factors eontnbunng to, the accident
set forth in the accident mvsngatxon report may not be considered as evidence in any civil or
criminal proceedings arising from an aircraft accident, nor may such information be considered an
admission of liability by the United States or by any person referred to in those conclusions or
statements. Based upon evidence which I found to be clear and convincing, it is my opinion as
investigating officer that the cause of the accident was engine failure as a result of damage |
sustained when the #3 blade of the first fan stage failed, separated, and propagated damage
throughout the fan, compressor, and combustion sections as it was ingested. Because the origin
area (a piece of the leading edge measuring 0.7 inch radially by 0.4 inch axially) of the initial high
cycle fatigue fracture on blade #3 was never located, the root cause of the fatigue or time of initial
fracture cannot be determined at this time. Additionally, it cannot be determined lf a fracture
would have been visible to inspection prior to the mishap flight.

Hsel. A2

. CHARLES R. ROGERS, I1I, Lichtenant Colonel, USAF
AFR 110-14 Accident Investigation Board
Investigating Officer
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" Name .

Contention 7
Utah K

Pedersen,
Richard M., Lt.
Col.

Hq, 12* Air
Force

Alrcraft Accident Investigation Board (w/redaction) re: 02/07/94
F-16CG (SN 90-0764) accident. The mission was a two-ship BFM 3
training mission, the primary objective of which was to increase the
pilots’ air-to-air proficiency. While setting up for the third
engagement, the mishap aircraft experienced an explosion and
severe engine and airframe vibrations, followed by an engine stall
and stagnation. The mishap pilot attempted two unsuccessful
airstarts. For an unknown reason, the engine had experienced a high
cycle fatigue fracture of a fourth stage turbine blade below the blade
platform and subsequent damage to the low pressure turbine. The
pilot successfully ejected while approaching the minimum
recommended ejection altitude. The aircraft crashed 1 % nautical
miles north of Soper, OK, approximately 12 nautical miles south
southeast of Tulsa International Airport, OK.

Altitude just prior the incident was 11,000' MSL and 364 knots
calibrated airspeed, and 10,300° when he attempted the first airstart.

The MP attempted an unsuccessful zoom maneuver at 2200’ and 150
KCAS before he ejected.

Stores were not jettisoned.

The mishap pilot had 130.5 F-16 hrs and 2648.3 hrs of military
flight time.

Weather was VMC and not a factor.

The Investigating Officer opined that the MP displayed
exemplary situation awareness throughout the entire incident.
Despite the loss of the aircraft, he recommended that the MP be
commended for his actions.
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40138

57826-
57836

Contention 7
Utah K

Pedersen, Richar
M., Lt. Col.

Hq, 12* Air
Force

04/23/94

Alrcraft Accident Investigation Board (Duplicate without reaction
of 40119-40127)
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. 2. SUMMARY OF FACTS:

a. History of Flight:

m Two F-16CG aircraft, call signs Tulsa 11 and 12, took off from Tulsa IAP at 0914 CST
( awz-nmymmmnasasicﬁgmumu(ammmmmmaamv-
n. Atappm:dmatdyWSCSTwhﬂcwﬁngnpfonbcthirdWm
explosion and severe i andairﬁamcvibmﬁons,folldwedbyanengincmnandmgﬂaﬁonffwl-s.
v-1).WmmmWMkwm-mmm-mmmw'm For an
mmwmwwamwmﬁmdammmm
bdowthcbladcplzﬁ'omapdmbsequ’cmdamgcwthclowpmunﬁm(I.Fl')('l‘ABJ-S.S4.S—3. V-
1). AlappmﬁmatdjwaCST. ejected successfully withx ‘
minimum recommended ejection altitnde (TAB A-2, N-10, V-1). The aircraft crashed on private propesty
" used for cattlé grazing 1172 nautical miles. (NM) north:of Sopef; OK,, approximately 120 NM south-
southeast of ‘l‘uha International Airport (IAP),,'_I’\S!@;:_!_..OIQ(TAB’A_-Z,'P:z)L Actual damage to private
i A~,A f?,.::'iic-':\_“:;‘. i -.;E:-.., . . . .-.- - ."..-'.._».‘.._' . .. ,"‘:‘ . . ’ :-._"' ' - E ..
. @A oliowiing tmes are based gnsTels 11 mcorded Takeoff ok of 0914 pis.cirat Ao
redordcd by the aircrafl’s Séat Data Recorder (SDR) (EAB:ZA1, AA -1, The SDR secords fight profile.
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c. Bricfing and Preflight:

Both flight members reported adequate crew rest for the mission (K4). The preflight briefing began at
0715 CST and was bricfed in detail byq Emergency divert fields were specifically briefed.
The bricfing covered all applicable items required by existing regulations (TAB V-2). Both members of
the flight indicated they clearly understood the objectives, the general flow of the mission, and had o
questions about the flight briefing. Both pilots arrived at their jets IAW briefed times and began preflight
inspections. Preflight, start, tax, marshaling and arming were uneventful (TAB V-1, V-2). '

d. Plight Activity:

(1) Tulsa 11 fight was filed and cleared for the Zebra 4 stereo flight plan (TAB K-4). At
approximately 0914 CST, they accomplished single ship takeaffs with 20 seconds spacing between aircraft
(TAB V-1, Z-1). They rcjoined into a 2 ship formation while accomplishing air-to-air systems checks
enroute to the working area. The outbound portion of the stereo flight plan terminated when entering the
River MOA (TAB V-1,V-2).

(2) Tulsa 11 flight completed 8 G-awareness mancuver, one heat-to-guns excrcise and two visual
BFM engagements as bricfed. had some minor problems with @fir-to-air radar, but
this had no effect on the overall mission conduct. After the second engagement, Tulsa 11 and 12 split up
witbappmxima&ly!SMNwaamﬁonfmaom—omBVRsempmavismlengnm Tulsa 11
went 1o the southwest part of the River MOA and Tulsa 12 went to the northeast (TAB V-1).

Q) first indications of any problems were an explosion followed by scvere
airframe and engine vibrations. The vibrations seemed related to engine revolutions per minute (RPM) -
thcmghumemuwmmmthevibmﬁomamw,memmekmmcl&m
The vibrations continned for the rest of the flight and regardiess of engine RPM, were so scvere that it was
difficult to read the cockpit instruments at any time (TAB V-1). At approximately 31 minutes sfier
takeofT at 0944:52 CST, the aircraft engine stalled and then stagnated. The fatigue fracture of a fourth
mgcmbimbhdchadmd&dmmcmgﬁngdamgewanddmgmmcmmdxdﬁmmemsim
inlet, producing an engine stall and stagnation. Fromthispoiman,qmsimmno
longerapablcpfymdlﬁngmblcthmst(rABLS); ’ -

(% SR ssayect sinatin,

po@ "bemnsc: A X .ﬂt 'cng!' ine '_}l;ad~ .allmdy' adl shown .' .,—-tl was ; mdmbk \
small _%“'Vﬁm."i';:‘”* rports inn Antlers and Hugy 20, OK.. Althoughg
RS - . e, +e y - fell ;..‘.:oll' '.'.. ‘.;V“. ‘.‘_‘?

sbove ground level (AGL) and at 364 knots calibrated airspeed (KCAS) (TAB J-5; V-1). " Averagé terrain
elevation neardffposition was approximately 700 FT MSL (TAB AA-S). Based on cockpit indications,

Lt e e
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initially interpreted the engine malfunction as an engine roliback pulled the throttle back jdle
position at 0945:21 (TAB J-S, V-1). Despite difficulty reading the engine instruments,
soon noticed that engine RPM was decreasing and fan turbine inlet temperature (FTIT) was increasing,

giving @ indications of an engine stagnation. In addition to the stagnation gfelt that the problem was
much worse due to the explosion and continuing vibrations. ‘thcn accomplished the emergency

checklist procedures which called for an engine shutdown to clear the stagnation and an airstart attempt
(TAB V-1). e

began to execute the Critical Action Procedures (CAPs) for an enginc girstart

lanned to attempt 2 SEC
1).” A SEC airstart is required
was flying at
id not jettison @ ecmpty centerline fuel
felt the weight and drag of the empty
ime aloft (TAB V-1). At

©)
(TAB AA-6). Based on current parameters and cockpit indicatio:
spooldown airstart and established a 270-290 KCAS glide (TAB V-1, AA-
when attempting an airstart below 10,000 FT AGL (TAB AA-6).

approximate

0,300 FT AGL at the time (TAB AA-l).
tank due to concentration on other airstart procedures.
centerline fuel tank would not appreciably affecuffglide nor i
0945:21 4 placed the throttle to off to clear the engine stagnation. next moved the engine control
switch from the PRI to the SEC position at 0945:28, which is co by the SDR. At 0946:33.W
@A, sciccicd START 2 on the Jet Ful Starier (JFS) to sssist with the airstart Approximately 1
mndpﬁorwsdectingJFSSTARTz.IthDRshowsthcengineeontmlMtchwasplacedhacklnPRI
(TAB J-5, V-1). While working to maintain the recommended spooldown airspeed of 275 KCAS,
noﬁcedthcengincRPMhaddeawsedbclowuxcminimumrecommmzs%Rm According to
testimony, i moved the throttle to IDLE at 18-20% RPM to initiate an airstart at 0945:36
(I'ABJ-S,V-l).__f_I}chDRshowstbcthmu!cmsadvancedtoidlcul7%RPMand698°CFITl'(TABI—
5).ﬁé’pi’ﬁﬁ€?ﬁﬁwmanmmmmded25%nmmcﬁmmbcgmasmnumcthmm=m
advanced from OFF to IDLE, appearing to progress normally although the vibrations were still present
(TAB 15, V-1). At some time between 0945:33 and 0946:00, the JFS started running (TAB O-14)J{DY
QI ontinued to maintain@270-290 KCAS glide (TAB V-1). ~

mTthDRindiatsmmmcmgincappamdmappmchmma!idlcpowuwmﬁmm
stalled a second time at 0946:45. At some time between 0946:30 and 0946:50, the throttle was advanced
to MIL (TAB J-5) quickly recognized the second engine stall and stagnation. Although
engine instruments the attempt appeared to progress normally gfifci@} still had the same
problems bad prior to initiating the first airstart due to the second stagnation continuing severe
“vibrations (TAB V-1). : :

(8) At 0947:05 and an estimated 5000 FT MSL/4300 FT AGL{@Jnoved the throttle to OFF a
second tirbe to attempt to clear the second stagnation (TAB J-5, AA<1). Since the JFS was 0Ow. running,
@ .80 JFS assisted PRI airstart: This would atiowi@ to bold a sfower sirspeed in order to
slowed to (TAB'V+]).. The SDR shaws aifspeed decreasing during this time, with  last recorded airspe
of 243 KCAS, dpproximately 19 seconds priof. 1o cjection (TAB AA-1): The Statcment of Damage to
Private estimated aircraft ground inpact at approximately 210.KCAS (TABP-2). .~ .
(9 reached to move the engine control switch from wha wasSEC,
elected 15 continiiie thé airstart in PRI agaiti becanscliiyvs :

out of time and approachi minimum recomménded controlled bailout attitude of 200

(TAB: V-1 AA:7). @ ias. skeptical about getring a sucoessful airstat.since bt botiosd 0
i ifter the Dirst attempt (TAB V-1) {ffj advanced the throttie to IDLE 2t.0347:15 and an SDR

estimated 4200- FT-MSL/3500. FT AGL 10: initiate " the .second -sirstart attempt- (TAB: J:5,- AAS).

Testimony indicated that he thought be was higher at an estimated 7300 fect MSLATAB-V-). - 7 . - -
(10) At 3300 FT MSL/2500 FT AGEL, had made a conscious decision to- eject if

the engine did not produce any usable thrust on this attempt. engine again tried to start, but stalled
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and stagnated a third and final time at 0947:54 and an estimated 2200 FT MSL/1500 FT AGL (TAB J-5,
TAB AA-1). @Rbegan a zoom maneyver in preparation for ejection. Sxmultaneously‘advaneed the
throttle to mil one Iastumcwseci'cau!dgctanyusablcthmstﬁomthcengnc.bmthcmgmnon
continued. The aireraf, roexed at an unknown altitude and slowed to approximately 150 KCAS (TAB V-
1). At0948:19 ' ciccted based on a “Canopy Open” signal recorded by the SDR (TAB O-
' had plenty of time to complete all post ejection procedures, watchgp aircraft
crash, and then prepare ‘paxachmlanding(TAB V-1). .

¢. [mpact:

Aircraft 90-0764 crashed and was destroyed at 0948:38 CST (TAB AA-l1). The aircraft impacted on
private property used for cattle grazing approximately 1 1/2 NM north of Soper, OK (TAB P-2, A-2).
Actual damage to private property was minimal. Some damage to fencing was done by the crash recovery
team and some by several head of cattle who were apparently spooked by the crash. A gate was also
damaged by the cattle. Actual cost of this damage, not including soil and environmental work associated
with the crash site itself, has not been determined because of wet conditions at the site, but is expected to
be less than $1000.00 (TAB P-2 thru P-4).

f. Eiection:

T ciccicd from@ aircratt at 0948:19 csrawols).gmea.mm:mmmp
lin¢ jettisons on ute, but was not concerned. The ride was very stable with no
oscillations. IandedlmllIZNMnoxthofthcmshm(rABV-l)

s

(l)'ABpasona!andsmﬁvaleqnipmcminspecﬁonswuemw(rABAA-a).

(2) Other than the pilot's inability to locate the parachute 4-line jettisons during the parachute
decent, no personal/survival equipment difficulties were noted during ejection (TAB V-1).

b Rescpe: . .
] 'fhca,shocamedatappmmmatc!y@49csron1Febmxh994ﬂABA-2) At this

time ed Fort Worth ©~nter by radio of the ejection. next contacted squadron
operations and-the Supervisor of Fiying. A overg N
poauon.—-waswamgandammmdtobcmhm t]:mretnmed&o‘lh!sa

IAP (TAB V-

: m;xmedmdymacomplmgupmchmnamng : was approached by

twoc:vmanmalainapzchxpumkwhowgmedtokmwuf‘nwded.anyh‘dp ‘ot contact :
on () suivival radio ,__;_Aitwasmomxmponamtogetto; ephone to call squadron.

cpcx'anonsuTn!salAP(l'ABV-l). | R LT

T mawasmnspomdbthemshmcbyﬂnmminmepdmpm"
noticed there " civilians standing around the burning wreckage of @@ aircraft. - Concerned
aboutmarnfety askedaskaha!sbcnﬁmdmmcpasonndawayfmmthewm&ag:foratm
lnmﬂc ’thmwunwalom!fambmxseffABV-l). ' :

‘ (4 wudmenbyth:l-lighwayl’anultothcl-lugompm P
byafeﬂowsqnadmnmcmbcrmapmatdyowdessnalSZanduampmwdmw '
Vel). ' '
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1. Engine, Fuel, Hydraulic, and Oil ion is:

PostmishapgmplswcntakcnﬁommcscnddngeqﬁpmcmlastknowmscxﬁcctthA. Samples
taken from servicing carts included engine oil, hydraulic fluid, liquid oxygen. In addition, Jet A Fuel was
sampled from refucler #12 and the bulk storage tank. All samples were anatyzed by the USAF Aerospace
Fuels Laboratory at Wright-Patterson AFB and were found to be within applicable technical order

tolerances (TAB U-9). .

m. Airframe and Aircrafi Systems:

(1) Post-accident analysis of the engine by San Antonio Air Logistics Center (SA-ALC)
Mdimtcdmatmoadmcmgimapp&rdnomﬂmfordamgcimmdmmcmhimpaa
Hawcver.onebladcinthefoxmhmgclcw-pzusurcnnbincwasbmkenoﬁ'bdowitsplatformattbctopof
the blade/disk attachment arca (TAB S-4). Examination of the fracture surface revealed indications of a
fatigue fracture mode. Thcfaﬁgucamappwedtooﬁginamontbcpmmsidcdthcbladejust
forward of the aft face of the blade root lttbcnpmpagatedalltbewaymthcaﬁfaccand
appm:dma:dyonc-ha!finchfoma:dalongthcpmmsidcd‘lhcm Based on existing procedures
usednmcﬁxm,nﬁsmwasnmwsﬂymrmmanymspcaedmspemdwmimmnccpumml The
loaﬁondthisbladcwasalmostdimalyoppositethclmﬁonofahwvymbonthcfmmhnageaimnl
knife-edges. Furdu,m&-mmmﬁgamrdaamimdmmdomsﬂcobjeadamge(bomamedby
ﬁwfmu&mgcbb&ﬁﬁgm&ﬂmandﬁcmﬂmmdamgewmmm&mgimeh
of producing usable thrust (TAB ).

e L YT ewe A e te o S

Pratt and Whitney
179600 Beeline Hwy.
Jupiter, FL. 33478-5600

(6)) Aumaimcnanccpcr{omedonthcmbjedcngincsinccitwaspwinmon 13 May
1991 was done by the 363rd Fighiter Wing at Shaw Air Force Base. Nonc appeared related to the mishap

(TABJ).
n. Operations Personnel and Supervisors:
This flight was suthorized by
Jocal flight clearance form pumb
(CABV-L VY. 7 " e

'inthc.l-‘fl_s Gy aﬁxghtcommandaandahh:pﬂ:ghtlend G, T-1, V-1). '
. SR - 6000 s ol fyicg e (TAB V-D). Of that @l
military flight Sme, the majority-of which is in fighters. At the time of the accid
the F-16, all ¢f it in the Block-42 F-16CG powered.by the Pratt and Whitney. 220:

day iotalé wezé 8.8/24,S47.6 bours (TAB-G-3). “Altbough'relatively ineixpericnced - the F-16¢ffy bad:

'“.. ) R .. . M .
O TR T A S L
P 0 SRS s
o L T

was modiclly qalifid i the imé o e mishap (TAB.AA9).:
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C q. Navaids and Facilities
Aﬂnavaidsandfaciliﬁswmopcmingandﬁmcﬁ;na! during the mission (TAB K-6).
t. Weather: '
WmthawasVMCmdnotafactor(‘l‘ABK-S.K-G.V-l). .
. Diretives and Publicatins

The following publications were applicable to this mission:
MCI (ANG) 11-208 Flying Training - F-16 Pilot Training Instruction

MCR 55-116 Operations - F-16 Pilot Operational Procedures
T.0. IF-16CG-1 F-16CG Flight Manual
e . .

S R L

PFS-40126



PFS-40127



