
1

NATIONAL TRANSPORTATION SAFETY BOARD 
NTSB Form 6120.1 

PILOT/OPERATOR AIRCRAFT ACCIDENT/INCIDENT REPORT 
Email the pilot/operator aircraft accident/incident report to the

investigator-in-charge of your accident/incident. If email is not available, mail 
the report per the instructions below.  

A. APPLICABILITY
The pilot/operator of an aircraft shall send a report to the office listed

above, based on accident/incident location; immediate notification is 
required by 49 CFR 830.5(a). The report shall be filed within 10 days 
after an accident for which notification is required by Section 830.5, or 
after 7 days if an overdue aircraft is still missing.
An aircraft accident, as defined in 49  CFR 830.2, is determined as an 
occurrence that involves a fatality or serious injury, or substantial damage to 
the aircraft.  For occurrences that do not involve a fatality, the determination 
that the occurrence is an accident can be appealed by writing to the 
Director, Office of Aviation Safety, NTS%, 490 L'Enfant Plaza, S.W., 
Washington, D.C. 20594.

B. DEFINITIONS

4. "Fatal Injury" means any injury that results in death within thirty (30)
days of the accident. 

5. "Serious Injury" means any injury that (1) requires hospitalization
for  more than 48 hours, commencing within 7 days from the date the injury
was received; (2) results in a fracture of any bone (except simple fracture
of fingers, toes, or nose); (3) causes severe hemorrhages, nerve, muscle,
or tendon damage; (4) involves injury to any internal organ; or (5) involves
second- or third-degree burns, or any burns affecting more than 5 percent
of the body surface. 
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2. "Substantial Damage" means  damage or failure  that adversely
affects the structural strength, performance or flight characteristics of
the aircraft, and that would normally require major repair or replacement 
of the affected component.  NOTE: Engine failure or damage limited to 
an engine if only one engine fails or is damaged, bent fairing or 
cowling, dented skin, small puncture holes in the skin or fabric, ground 
damage to rotor or propeller blades, and damage to landing gear, wheels, 
tires, flaps, engine accessories, brakes, or wing tips are not considered 
"substantial damage" for purposes of this report.  

3. "Operator" means any person who causes or authorizes the
operation of an aircraft, such as the owner, lessee, or bailee of an aircraft.

If your accident/incident occurred in Maine, Vermont, New Hampshire, 
Massachusetts, Connecticut, Rhode Island, New York, New Jersey,
Pennsylvania, Maryland, Delaware, Virginia, West Virginia, Kentucky, 
Tennessee, North Carolina, South Carolina, Mississippi, Alabama, Georgia, 
Florida, the District of Columbia, Puerto Rico, or the US Virgin Islands, send 
the form to: NTSB, ERA, 45065 Riverside Parkway, Ashburn, VA  20147.  

If your accident/incident occurred in Ohio, Michigan, Indiana, 
Wisconsin, Illinois, Minnesota, Iowa, Missouri, Arkansas, Louisiana, North 
Dakota, South Dakota, Nebraska, Kansas, Oklahoma, Texas, Colorado, or 
New Mexico, send the form to� NTSB, CEN, 4760 Oakland Street, Suite
500, Denver, CO  80239.  

If your accident/incident occurred in Montana, Wyoming, Idaho, Utah, 
Arizona, Nevada, Washington, Oregon, California, Hawaii, or the territories 
of Guam or American Samoa, send the form to� NTSB, WPR, 505 South 
336th Street, Suite 540, Federal Way, WA  98003. 

If your accident/incident occurred in Alaska, send the form to� NTSB, 
ANC, 222 West 7th Avenue, Room 216, Box 11, Anchorage, AK  99513.

Rules pertaining to notification of aircraft accidents and incidents, as 
well as overdue aircraft are found in 49 Code of Federal Regulations 
(CFR) Part 830 http://www.ecfr.gov/cgi-bin/text-idx?c=ecfr&tpl=/ecfrbrowse/
Title49/49cfr830_main_02.tpl. These rules state the authority of the NTSB, 
define accidents, incidents, injuries, and other terms, and provide 
procedures for initial and immediate notification of accidents and incidents
by aircraft pilots/operators.

1. "Aircraft Accident" means an occurrence associated with the
operation of an aircraft that takes place between the time any person
boards the aircraft with the intention of flight and all such persons have 
disembarked, and in which any person suffers death, or serious injury, or
in which the aircraft receives substantial damage. For purposes of this 
form, the definition of “aircraft accident” includes “unmanned aircraft 
accident,” as defined at 49 CFR 830.2.

The NTS% uses this form for aircraft accident prevention activities and 
for statistical purposes. NTS% regulations (49 CFR 3art 830) require that 
$// questions be answered completely and accurately.  Completion of this 
form will taNe appro[imately �0 minutes.  The NTS% does not guarantee 
the privacy of any information provided in this form.  <ou need not 
complete this form unless it displays a valid 20% control number, in 
accordance with 5 C.F.R. � 13�0.5(b), which applies to this collection of 
information. 

INSTRUCTIONS TO PILOTS/OPERATORS FOR COMPLETING THIS FORM 
It is necessary that ALL questions on this report be answered completely and accurately. 

If more space is needed, continue on a blank sheet of paper. 
Nearest City/Place: Use the name of the nearest community in the
state where the accident/incident occurred. 

Date Time: Indicate  the  date  and  local  time  of  the  event.  Be  sure  to 
indicate the time zone. 

Phase of Operation: Indicate the phase of operation during which
the accident/incident occurred. 

Aircraft Information: Enter aircraft make and model information as 
indicated on the aircraft registration certificate, including series. If the
involved aircraft is certified as "amateur-built," include the name of 
the producer of the kit or plans, unless an NTSB employee instructs
otherwise.

MaxiPuP Gross Weight: Enter the certificated maximum gross weight for
the aircraft involved in the occurrence. This should be the same as the
maximum gross weight indicated on the aircraft weight and balance 
documents. 

Type of Fire Extinguishing System: If a fire extinguishing system was used 
to fight an aircraft fire, specify the type(s) of extinguishing system(s) used.  
Examples     include     handheld     extinguisher,      engine     fire     bottle, 
cargo/baggage compartment fire suppression system, or airport emergency 
ground equipment. 

Engine: Enter engine make and model information as indicated on 
the engine data plate. 

Owner/Operator Information: Enter the owner information as shown on the 
registration certificate. Commercial operators, enter the operator 
information, including "doing business as" when applicable, as shown on 
the operator certificate. 
Revenue Sightseeing Flight: Indicate  whether  the  accident  aircraft 
was conducting revenue sightseeing operations under 14 CFR  Part 91 at 
the time of the accident. 

Public $irFraft: Federal,  state  or  local  government  flight  operations 
such  as  official  travel,  law-enforcement,  low-level  observation,  aerial 
application, firefighting,  search  and  rescue,  biological  or  geological 
resource management, or aeronautical research. Indicate whether the flight 
was conducted by the armed forces, federal, state, or local government.

NTSB Form 6120.1 (rev. 9/2013).  This form replaces 6120.1/2.  

Air Medical Flight: Indicate  whether  the  accident  flight  was  being 
conducted  for  the  purpose  of  carrying  medical  personnel,  patient(s),  
or  organs.



























More Detailed Observations with FAA Investigation Team at Accident Scene

10. The scene was  taped off and under 24 hour Police control and supervision. I was accompanied and
Escorted by FAA Investigators, and was  able to closely and in detail conduct preliminary observations
and initial examination of N16FD. Specifically to look inside the tail or empanage section relevant to my
noted observation when we all viewed the video.

11. The FAA investigators  requested I remove the tail cone and left side access  panel for their inspection I
noted the horizontal stabilizer spar was  displaced from the fuselage bulkhead (later to be found at the
first point of aircraft to aircraft contact).

12. The stabilizer spar exhibited a very heavy contact mark from the left rudder horn cable attachment point;
indicating full left deflection when the spar was  displaced when the elevator left the aircraft on its  impact
with the Cessna on the ground.

13. Inspection of the opposite side showed there were no marks  on the right side, only the left, further
confirming the tail rudder was indeed at full deflection left at first impact.

14. I noted that the nose wheel that departed the aircraft was  deformed to indicate a  right yaw at time of it's
structural failure at time of impact.

15. This  is critical for the marks  show clear and convincingly, beyond any reasonable doubt, the impact from
N16FD while still airborne, separated the tail internally and proves the tail was  in fact left, not right as  it
should have been if responding to right rudder commands by the Pilot. As  the nose wheel also proves
was in fact the case. And as both the Pilot and Passenger have attested personally to me was the case.

16. I pointed out the marks  to Mr. Rick Hutton, the lead FAA Investigator, and observed him thereupon taking
photos of the marks.

17. He also took photos of the cables  in the aft tail boom however in my expert opinion the cables  would
always show control continuity in that visible area but will not show rigging, tension, or control position at
time of impact, only continuity.

18. Those photos  I presume are part of the investigation case record and I do not have copies  nor access  to
them to present here.

19. While at the scene with the FAA, I also noted the engine was  laying on top of the right wing (180º turn
around due to the front of the plane’s  impact with the hangar door during the crash); this  precludes
adequate inspection of the cable control routing system to the rudder pedals.

20. The rudder cable control routing system is adjacent with the engine mixture control cable system and as
discussed below, is a possible causal factor to consider.

Relevant post crash observations on remaining Marchetti aircraft in fleet

David Hillberg (IA A&P)
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Inspection Authorized (IA) Aviation Maintenance Technician (AMT)
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21. In follow up maintenance actions  to two other fleet SF260 Marchetti aircraft has  resulted in  several
findings that may be examples  of possible contributing causes  of the accident aircraft. These potential
contributory factors have yet to be investigated further.

22. I am currently inspecting an identical Marchetti (N272C) in the Air Combat fleet undergoing its  annual
inspection and have noted several discrepancies associated with loss of control items.

23. One of particular critical note to this  accident is  the mixture control cable to engine mount bracket was
loose, where it's lateral and vertical movement will cause contact with the rudder tiller bar.

24. In one instance freezing all pedal inputs from the crew (similar effect therefore like a gust lock).

25. In other instances this could be restricting rudder movement to either extreme of control inputs.

26. A video was taken of this  rudder pedal nose wheel tiller bar control and throttle control interface and
submitted directly to Mr. Chris Shaver of the NTSB, who now has this footage.

27. This  is  yet again indicative the prior third party maintenance company under the direction of the prior
management of Air Combat, was  not performing adequate routine, 100hr, or annual maintenance
inspections.

28. I noted before the accident flight (I was part of the crew in aircraft number One for the training flight.
Aircraft number Two was the crashed aircraft), and commented that on the gun sight point of reference
between the two aircraft, ours  (number One) was targeting a ramp sitting Cessna wing level, and the
accident ship was targeting the top of the trees 7 meters  above the hangar roofs.  This  nose strut
extension shows another part of rigging issues. This  may have been a contributory factor to the accident
aircraft because the nose strut was too high and somehow the rudder failed during the takeoff roll which
was  aggravated even more by the higher nose wheel strut extension. It is  also another indicator of poor
maintenance by the prior maintenance company, as used by Air Combat under prior management at the
time.

29. Two (2) inspections thus  far have found on two (2) sister aircraft with pilot side rudder interconnect cables
in imminent failure mode (over 50% strand separation); all other cockpit cables  were found to be
unserviceable.

30. One (1) sister aircraft previously had it's  cables inspected as  witnessed in the previous inspection sign off
(a 200 hour prior) and this  suspect cable was said in that sign-off to have been inspected and found
“OK.” This pilot interconnect cable was actually in a dual location failure mode.

31. Photos of these cables have been sent to Mr. Chris Shaver of the NTSB by Michael Blackstone.

32. Upon these findings of inspections  to the sister aircraft, it is  my recommendation to current company
management that a further investigation of the rudder flight control system for failure, improper
maintenance or servicing, rigging, and interference by other aircraft related systems, be conducted.

David Hillberg (IA A&P)
Evidentiary Statement to the FAA

Inspection Authorized (IA) Aviation Maintenance Technician (AMT)
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33. I want to make mention here that the design of the rudder control system is unique to this  aircraft where
all tension for rudder control travels through the pedals  of  both crew, the nose wheel steering, and
traveling on opposite sides  of the aircraft before crossing in the tail cone. This  design  has several
points where a  failure of one will cause loss of control of the aircraft. (The manufacturers illustrations and
drawings will show this).

Respectively submitted,

/s/ 	 Date: October 19, 2016
David Hillberg, IA/AMT
Air Combat USA, Inc.
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1. I, Maj. Jared K. Swan USMC, was  the Pilot in Command of accident aircraft, and SIAI Marchetti SF260
model, tail number N16FD.

Relevant background and Aviator qualifications: 

2. I am first and foremost a  decorated Officer in the United States Marine Corps. I am fortunate enough to
have gone through the most rigorous and demanding flight school to earn my wings  of gold as a  Naval
Aviator.

3. As of the date of the accident, I had total hours  of one thousand seven hundred and seventy seven
(1,777) hours, with one thousand five hundred and thirty seven (1537) in military flight time. During my
ten (10) years of military flying, I have had the honor to fly a multitude of aircraft. My primary aircraft is  the
F/A-18 Hornet.

4. I have flown dynamic and complex combat missions in support of Marines  and Coalition ground forces,
in which I routinely make safe decisions airborne in a timely manner, which affect the lives of many
individuals.

5. I am a carrier aviator with over two hundred seventy (270) successful landings  on an aircraft carrier, both
day and night. Throughout my career, I have two thousand seven hundred thirty-six (2,736) take offs  and
landings. Some of my military credentials include the following:

• 4 Plane Flight Leader
• Aviation Safety Officer
• Crew Resource Management Instructor
• NATOPS Evaluator
• F/A- 18A-D Post Maintenance Functional Check Flight Stan Evaluator;
• T-34C Post Maintenance Check Pilot;
• F/A-18A- D Instructor Pilot; and
• T- 34C Instructor Pilot.

6. In addition to my above military experience, I also have over two hundred thirty-seven (237) hours  of
civilian/general aviation flying experience.

7. I hold the following civilian certifications:

• Airline Transport Pilot (ATP)
• Airplane Multi Engine Land rating
• Airplane Single Engine Land with commercial privileges rating
• Tailwheel Endorsement
• Certified Flight Instructor - Airplane (CFI)
• Certified Flight Instructor - Instrument (CFII)

Major Jared K. Swan
Evidentiary Statement to the NTSB and FAA

Pilot in Command of accident aircraft
KFUL N16FD Plane Accident on 24 August 2016
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8. I am currently assigned to MARINE FIGHTER ATTACK TRAINING SQUADRON . The 
largest flight squadron in the Marine Corps.

9. Additionally, I serve as  an F/A-18A-D Hornet Instructor Pilot (IP); a T-34C Turbo Mentor Instructor Pilot; 
and also serve as the Squadron Flight Safety Officer. 

10. In addition to the above listed jobs, I am also a Landing Signal Officer, which means I stand on the side 
of the landing area on an aircraft carrier and ensure pilots are making a safe approach to the ship. 

11. I  have worked extremely hard in my life to get where I am. I do not take anything for granted, and always 
place safety as my first priority in aviation.

Aircraft in-type experience: 

12. At the time of the incident I had 7.6 hours in the SF260 Marchetti with 36 take offs and landings.

Statement as to my rememberance of the accident:

13. The purpose of the flight was to do a customer training flight simulation. The passenger  who flew with 
me, Mr. Erik Fulkerson, is  an employee of Air Combat USA, and has  prior flight experience as he stated 
to me, of sixty (60) flight hours with two (2) solo flights, and he said he is not a certified pilot.

14. The purpose of the training simulation was to better simulate what a customer flight would feel like, with 
a passenger sitting next to me, and the additional weight load in the aircraft. 

15. There are only two (2) seats in the Marchetti aircraft. Tandem arrangement. The seat on the left is  where 
a customer or passenger would sit. 

16. On the date of the incident, the flight lead (Mike Blackstone, President of Air Combat USA, Inc.) and I 
spent a considerable amount of  time briefing the flight discussing everything from takeoff to landing in 
great detail.

17. I had flown the exact same flight the day prior almost at the exact same time under similar conditions. 

18. The passenger and I suited up with flight suits  and parachutes and walked to the N16FD and climbed 
into the aircraft in our respective seats.

19. As I was helping the passenger strap in, I noticed the takeoff trim was not set for takeoff, so I paused 
and set the takeoff trim to the appropriate setting.

20. I then went methodically through the checklist item by item because I am a  firm believer that if you go 
through a checklist, you can only do things  correctly. By going through the checklist, I would read off the 
step, physically touch the item, note where it was  and then read out the action per the checklist to 
ensure the item is correct.

Major Jared K. Swan
Evidentiary Statement to the NTSB and FAA

Pilot in Command of accident aircraft
KFUL N16FD Plane Accident on 24 August 2016
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21. The only abnormality to the checklist on this  preflight check was  the transponder circuit breaker. When
we were flying the day prior, with this same aircraft, air traffic control (ATC) was complaining that our
transponders were stepping on each other. I could not get the transponder to squawk standby, so I
elected to turn off the transponder via pulling the circuit breaker. Everything else on the checklist was set
properly.

22. We taxied as a flight to the engine run up area and performed the engine run up checklist.

23. 9  The only abnormality here was  the magneto check. They initially did not check correctly, so I leaned
the mixture, reset the mixture to rich, and the magnetos checked good.

24. Once we were done with the run up and waiting for the flight lead, I performed the takeoff checklist,
which included a wipe out of the flight controls. I elected to hold off on the rudder pedals until we were
taxing due to the fact that this  aircraft has nose wheel steering. I did not want the nose wheel to grind on
the pavement. I also held off the lights, mixture to rich, and the fuel boost pump until we were taking the
runway. Once we started to taxi, I moved the rudder pedals  left and right and everything felt as  if it was
normal. There are no mirrors  in this  aircraft and I did not physically turn my head to see if the rudder was
giving me the appropriate response because I was concerned with the safe taxi of the aircraft.

25. Approaching the hold short, I asked the passenger if he was  ready to go, to which he replied “Yes”. The
flight switched to tower frequency, I heard the takeoff call, the clearance for takeoff.  The flight lead took
the runway centerline and I held roughly on a heading of 330 degrees waiting for him to start his  takeoff
roll. Once the flight lead started his  takeoff roll, I taxied to runway heading, 240 degrees  and held until the
flight lead broke the runway surface and took off.

26. I then slowly pushed the throttle to max and noted a  right to left cross  wind (very light) and mentioned it
to the passenger and applied a  little more right rudder and right aileron. Once the airspeed came alive, I
commented “airspeeds alive, engine instruments are in the green.”

27. Approaching rotation speed, I gently lifted the nose wheel off the runway and held that attitude waiting
for the aircraft to become airborne.

28. My normal habit patterns for this aircraft during takeoff are as follows:

• Note airspeed alive
• check the engine instruments
• come back up and cross reference airspeed.
• I gently pull the nose wheel off the runway and maintain directional control with rudder.
• I hold that nose attitude until the aircraft flies  off the runway, note the positive rate of climb, bring the

gear up, give slight forward stick pressure, a little nose down trim, and accelerate to 90 MPH and
bring the remaining flaps up.

29. This  rotation was different. Once I lifted the nose wheel off the ground, I noted a slight drift to the left,
which was  nothing substantial. But 2-3  seconds later the main wheels  coming off the runway, the

Major Jared K. Swan
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airplane was  airborne and the aircraft started a very gentle roll to the left and a yaw to the left that I could 

not correct. I knew immediately at this  instance that this  was not a normal take off. I made a deliberate 

decision to leave the landing gear in the down position because I thought that we may touch down and I 

did not want to touch down on the belly of the aircraft.

30. I understand how P Factor and lift works. I teach F/A-18 pilots  in the sim that justz because you are in a

jet aircraft does not mean that you can just pull the nose back. Sometimes, you need to push forward on

the stick to get lift back on the wings to get the airplane to fly.

31. In this case, I could not control the aircraft.

32. I vividly remember pushing all my force on the right rudder so much so that the parachute was  digging in

the bottom right of my back as I was pushing as hard as could on the right rudder.

33. I also noted a slow roll to the left and tried to correct with right aileron. I could no longer see the runway

from the left side of the aircraft as  I was sitting on the right. I asked the passenger to help me with the

stick as I thought my stick may not be responsive. I wanted to put the airplane down within the confines

of the airfield.

34. Shortly after thinking this, I felt what I thought was  the left wing tip tank hit, followed immediately by

hitting the ground and feeling the aircraft slide towards a closed hangar.

35. I cannot account for the drift left post becoming airborne. The aircraft was unresponsive to any of my

control inputs.

36. I flew that aircraft like I had flown it each time before and how I was trained. I fought with the aircraft for

control all the way to impacting the ground.

Respectively submitted,

/s/ 	 Date: October 14, 2016
Maj. Jared Swan, USMC IP, ATP, CFII
Air Combat USA, Inc.

Major Jared K. Swan
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1. I was  the passenger in the aircraft that had an accident on August 24th, 2016. I was  uninjured in the
accident and most grateful too that I did not sustain any injury.

2. I am a part-time executive employee at Air Combat USA, Inc. supporting my dear friend Michael J.
Blackstone in company operations. As  an employee passenger in the accident aircraft my role was  to
act as a “customer” in that training flight for the Pilot. That was also my first time flying in a Marchetti.

3. I am also currently the CEO for a  lifestyle management firm as  well as  the CEO for an advanced clean
energy R&D company. Previously I was the COO for an advanced clean energy start-up corporation with
24 principle research scientists and engineers reporting to me; CFO at a marketing strategy firm; General
Partner in a Capital Management firm; VP for a flight simulator aerospace company; Director of
Contracts, Proposal Mgr, Sr. Contract Negotiator, Program Manager, and Supply Chain Manager at the
Aerospace companies of Raytheon and Boeing. I also have been a Firefighter/EMT for both Orange
County Fire and CalFire. Additionally for ten (10) years I was  in the USAF Auxiliary—Civil Air Patrol doing
search and rescue, aerospace education, supporting their cadet program, and for half of that time I was
the Public Affairs  Director covering Orange and San Diego Counties  with ten (10) squadron’s  public
Information officers reporting directly to me. I remain active in the general aviation community. I was a
student pilot at AFI at Fullerton Airport many years ago having logged sixty (60) hours with two (2) solos.

4. My initial impressions  of the Pilot in Command (PIC), Maj. Jared Swan, from us getting ready for the
flight, his briefing me, getting into the plane, getting seat belted, was what an outstanding role model he
was, plus his preflight, run-up, and taxiing to the runway was the most professional and exemplary I had
ever seen from any CFI (Certified Instructor Pilot).

5. I noted he had what I consider to be the exemplary practice of adherence to the checklist, reading each
item out loud, touching the item, and confirming it’s correctness  out loud. He did the same on our take-
off roll too calling out the phases. I was very impressed.

6. I was thinking he is the kind of CFI I want to have instruct me, and I still strongly feel the same now.

7. He demonstrated a safety first, by the book, positive fun attitude with a noteworthy demeanor and
professionalism. I was highly impressed with him and remain so to this day.

8. My experience of that flight was that as soon as the nose wheel left the tarmac (runway) at rotation, there
was  an immediate slight yaw to the left, instantaneously followed by another second very pronounced
yaw to the left around the time the main wheels had left the runway.

9. Having been a flight student before, and having practiced numerous stalls  as  part of primary flight
training, it was  obvious  to me this  was  not a  stall by any stretch, but extremely anomalous behavior of
the plane.

10. I remember saying to myself “woa, this is wrong, something isn’t right.”

Mr. Erik “Rik” Fulkerson
Evidentiary Statement to the NTSB and FAA

Passenger in accident aircraft
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11. As it was clear to me something was  very wrong with the plane’s  behavior and its lack of any expected
response to control inputs, I kept quite so as to not distract unnecessarily the pilot who was  clearly
aware something was wrong.

12. After that second pronounced yaw (not a left wing dip which would be more characteristic of a stall)  I
instantly looked down at both the rudder and stick to see what their positions were. For they should be
in a  right rudder with slight right stick control inputs as  normal for take off; I noted then two critical
observations, 1)  the pilot was inputting more right rudder and more right aileron (stick) control inputs to
correct the planes  extreme misbehavior and the plane was absolutely non-responsive to his inputs, and
2) I observed him to go to full right rudder clearly attempting to save the take-off yet the plane remained
completely unresponsive and not gaining altitude even though we were also at full power.

13. Within a second it seemed the plane had the left wing dip, as if only then entering a stall.

14. I had not touched any controls  at all since entering the plane on the Passenger side, not during the taxi
or take off. It was  after rotation later and just before our crash when the PIC asked me too help, at which
time I placed my right foot on the right rudder pedal and grabbed the stick.

15. As I said above, the pedal was  already full stop pressed right and so was the stick to the right and had
already moved back now in a last ditch effort to do something to avoid hitting planes  and hangars
looming before us. There really wasn’t anything for me to do. It had already been done.

16. We thereupon hit the top of some other planes  before hitting the ramp and sliding into a hangar at the
AFI facilities on the field.

17. All of this occurred within seconds at a very high airspeed from rotation through the crash impact.

18. After the plane came to rest, the PIC made an exit path for us  through the canopy on his  side. He then
heroically assisted me in getting extricated from the plane, including lifting me up through the gap, while
fire was  present next to him coming from the engine. He deserves  a medal for his actions, presence of
mind, and personal risk he took to assure my safety.

19. I also should make mention of the quick reaction and presence of the AFI fuel attendant who immediately
after the crash, inquired as  to our status, and when the PIC mentioned the fire, he yelled “Fire! Fire!” and
he went and got a fire extinguisher and quickly used it successfully to put out the fire. His  quick actions
in getting and correctly using a fire extinguisher were heroic and stopped things from becoming worse.

20. After the PIC and I both made it out of the hangar, I turned around to survey the crash site. I personally
observed and noted that the rudder was in a left position upon impact.

21. Given that I had been involved in numerous aircraft search and rescue operations  with the Civil Air Patrol,
aircraft accident investigations  related thereto, aerospace safety education modules, a participant over
the years  in numerous FAA Wings Safety seminars, I felt I had a strong grasp of what had occurred and
without any shred of doubt to me, this was clearly a mechanical malfunction.

Mr. Erik “Rik” Fulkerson
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22. To me this  was hard physical and factual evidence that supports  beyond reasonable doubt in my mind a

mechanical issue with that plane had occurred.

23. This  made sense to me too because I myself witnessed full right rudder pedal depressed to the stops

just after leaving the runway and had placed my own foot on the rudder pedal at the request of the pilot

through impact, and never did the plane show any expected response to that type of control input.

24. I also have more than enough knowledge and experience to know that a  “stuck” rudder in a left position

unresponsive to any control inputs would likely lead to an unrecoverable stall or crash no matter how

experienced the pilot flying the plane was.

Respectively submitted,

Date: October 15, 2016
Erik Fulkerson
Air Combat USA, Inc.

Mr. Erik “Rik” Fulkerson
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1. I, Michael J. Blackstone, am the current Chief Pilot and President of Air Combat USA, Inc., and the 
accident aircraft was a  SF260C Siai Marchetti, tail number N16FD, and is  a company asset last placed 
back in service following a complete restoration overhaul in 2009.

2. This  same aircraft on 20 June 2016 had been abandon in place at KISP by a contracted pilot who had 
quit that same day. 

3. Additionally, while in place at KISP, the log book for N16FD shows that a  100 hour inspection was 
completed on 05 July 2016, by A&P Aircraft Maintenance, Inc., Ronkonkoma, NY.

4. On 20 July 2016 I flew to Islip, NY (KISP) and started a cross-country ferry trip of 16FD from KISP back 
to KFUL.

5. On my third leg of that same day ferry at KBRY upon take off I noted a slight uncommanded immediate 
left drift upon rotation. It was slight, unusual yes, but the plane responded right away to added corrective 
inputs and normal flight ensued for the remainder of the ferry.

6. Additionally, the right side Rudder Pedal had slight barely perceptible squeaking during all flights  in the 
cross country ferry back to KFUL. The cause for the squeak was unknown.

Total Training I conducted at Air Combat for the Pilot in Command

7. Beginning 20 July 2016 through 23  August 2016 at KFUL, I conducted and supervised use of 16FD for 
employee training. It was  one of several other aircraft in our company fleet and also in the fleet of our 
strategic alliance partner Sky Thrills, LLC.

8. For the PIC of 16FD, he received during this  time frame total training hours of 12.5, and a total of 87 
take-offs and landings.

9. Until the accident flight there wasn’t any reported, nor did I myself note, left drift upon rotation when that 
plane was used during these training flights.

10. Of the above total flights, N16FD comprised the following with the PIC: August 23rd, 4 dual takeoffs  and 
landings; August 23rd, 4 solo takeoffs and landings; August 23rd, 4 combat simulation dogfights with an 
employee passenger; 1 take off and landing; and on the following day of August 24th, 1 takeoff and 
crash landing on take-off with physical evidence of mechanical malfunction.

11. On August 23rd, the day before the accident, as noted above, the PIC performed our company’s 
standard fantasy flight air combat maneuvers  within the established parameters, well within its published 
performance limits and below maximum performance allowed for the plane.

12. The previous intermittent mechanical issue of left drift at rotation noted during the cross  country ferry, but 
absent during the prior training flights, takeoffs, and landings, may have been exacerbated by this 
combat maneuver training flight. The very next time that plane flew it crashed on take off due to 
uncommanded severe left drift immediately after the nose wheel left the ground, and opposite of control  
right rudder inputs. It must be noted that the rudder pedals also give directional control of the nose 
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wheel when its  on the ground. Once the nose wheel leaves the ground (or tarmac) the only control by the 
pedals is for the Rudder at the tail.

My Assessment of Mechanical Malfunction

13. My personal review of video of the crash (security cam footage from the accident location) and the 
physical evidence I witnessed of the aircraft immediately after the crash, where the tail was  in a  left 
position, all indicates in my opinion, compelling evidence of a  mechanical malfunction or intentional 
tampering.

14. Visual observation post crash by all parties, myself included, indicates  the Rudder was in an a left 
position. Noteworthy for that would be the oppositte of the expected position and it was  oppossite of the 
testimonly of the two occupants as to the rudder pedal inputs they both were giving.

15. Additionally, it was  apparent from viewing of the crash footage, that the first tail impact separating the 
rudder from the fuselage, showed the tail rudder in a left position instead of the proper right position it 
should have been in. This is  combined then with the simultaneously PIC and passenger (a former pilot) 
constantly inputting full stop right rudder inputs. The Rudder at the tail should have been full right. But it 
was left both in the air and post crash on the ground.

16. The previous day’s  4 aerial dogfights in that plane, combined with a full left rudder nose wheel turn to 
make 180 turn onto the runway after having been cleared by the Tower during taxi, could’ve have been 
the combination of ingredients to finally cause the rudder to stick left. 

17. No pilot regardless of skill can recover from a left rudder stuck at take off, when the rudder pedal also 
controls the nose wheel, which is  common in many aircraft types, and such is the case in the Marchetti 
aircraft.

18. The other alternative is sabotage.

Spector of Sabotage is a verified legitimate concern

19. Because of physical evidence at the scene noted by Police, coupled with the history of court disputes 
involving control of the company, they treated the accident site as  a crime scene. Nobody was  allowed 
at the plane without supervision by the FAA Investigators.

20. A Police Officer was  assigned to protect the crime scene for the next 24 hours  until the NTSB removed 
the plane 1 day later. The plane was  transported under chain of custody to a secure NTSB  hangar for 
further forensic investigation.

21. The night prior to the accident date, 23  August 2016, N16FD for the first time was  left out of the 
company’s  secure hangar and exposed overnight on the ramp with easy access under no observation. 
The security video system is  motion sensor activated, however the sensors do not work at the distance 
of where the tie downs for that plane were located.
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31. Low cable tension would cause a very low deflection of the rudder, or no deflection at all and would not 
be recoverable especially during take off, if little or no rudder deflection to the right was not achievable, 
as commanded by full right rudder pedal input. Such was  the actual case for this  take off where eye 
witness  statements  both stated the plane was  completely unresponsive to right rudder pedal inputs 
once the nose wheel left the ground and further worsened after main wheel lift off. 

32. During take off, if lift-off occurred at a slower speed than normal, i.e. in ground effect, the rudder 
deflection might not have been sufficient (or working at all) to counter the torque being developed during 
a maximum power takeoff with little or low tension in the independent rudder cable system. Regardless,  
if from purposed sabotage or negligent maintenance by the A&P/IA mechanics, this  could also explain 
my own experience of left drift upon rotation during the ferry from New York to LA. 

33. If a  pilot were to be at or above flying speed before lift off, keeping the wheels  down until sufficient speed 
was  achieved, in this  scenario a tampered with or otherwise reduced rudder cable tension, would also 
reduce the maximum deflection angle of the rudder itself, and that would be a critical and potentially fatal 
malfunction. Not otherwise detectable during normal flight operations.

34. One final possibility, is  that the main gear struts  were improperly inflated, (much lower than the other 
Marchetti aircraft in our fleet), or the nose gear strut was  possibly over inflated making the aircraft taxi 
and take off with an exaggerated nose up attitude. This abnormally high sitting angle might have been a 
contributing factor in the accident. In addition, the passenger on the accident flight weighed 90 lbs more 
than the previous passenger occupant that had flown with the PIC during prior training flights, this 
affecting as well the angle of attack.     

My Relevant Bio and Subject Expertise

35. Born into a  flying family, I have been flying aerobatics  since age 8  starting in my father's  Pitts S-2A. I 
have flown over 3,000 fantasy combat missions  all over the United States  for Air Combat USA in the last 
27 years  in our SF-260s. I did my first solo in N16FD, the accident plane. Additionally, I am currently a 
Captain for major airline. I have  flown over 19,000 hours  during my 30 years  of flying in everything from 
the Pitts  S-2A/C, Extra 300L, Waco YMF-5C, Marchetti SF-260 B/C/D, to commercial jets  including the 
Boeing 737-800, 757-200ER, 767-200/300ERs all over the world. I have a Bachelor of Science Degree 
from USC in Business/Finance/Entrepreneurship.

Respectively submitted,

	 	 Date: September 30, 2016
Michael J. Blackstone
President/Trustee
Air Combat USA, Inc.
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