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A. ACCIDENT 

Operator: United Parcel Service (UPS) Airlines 
Location: Louisville, Kentucky 
Date: November 4, 2025 
Time: 1714 EST1 (2214 UTC) 
Airplane:  MD-11F2, N259UP 
 
B. OPERATIONAL FACTORS/HUMAN PERFORMANCE GROUP 

OPS3 Group Chairman    Rocky Stone 
   National Transportation Safety Board  
   Washington, DC 
 
HP4 Group Chairwoman   Katherine Wilson, PhD 
   National Transportation Safety Board 
   Washington, DC 
 
OPS Group Member   Cynthia Berwyn 

   Federal Aviation Administration (FAA) 
   Washington, DC 
 

OPS Group Member   Jack Donnelly 
   UPS Airlines 
   Louisville, KY 

 
OPS Group Member   Athan Katsandres 

   The Boeing Company 
   Seattle, WA 

 
OPS Group Member   Russell Leighton 

   Teamsters Local 2727 
   Louisville, KY 

 
OPS Group Member   Erich Novak 

   Independent Pilots Association (IPA) 
   Louisville, KY 

  

 
1 Eastern standard time, all times in this report are EST unless otherwise noted. At the time of the 
accident, local time was coordinated universal time (UTC) minus 5 hours. 
2 McDonnell Douglas – 11 Freighter. McDonnell Douglas merged with Boeing in 1997. 
3 Operational Factors 
4 Human Performance  
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HP Group Member   Russell Bane 

   Independent Pilots Association 
   Louisville, KY 

 
C. SUMMARY 

On November 4, 2025, about 1714 eastern standard time (EST), United Parcel 
Service (UPS) flight 2976, a Boeing (McDonnell Douglas) MD‑11F airplane, N259UP, 
was destroyed after it impacted buildings and the ground shortly after takeoff from 
runway 17R at Louisville Muhammad Ali International Airport (SDF), Louisville, 
Kentucky. The 3 crewmembers aboard the airplane and 11 people on the ground 
were fatally injured, 2 people on the ground were seriously injured, and 21 people on 
the ground sustained minor injuries. Flight 2976 was a domestic cargo flight 
operating under the provisions of Title 14 Code of Federal Regulations (CFR) Part 121 
from SDF to Daniel K. Inouye International Airport (HNL), Honolulu, Hawaii. 
 
D. DETAILS OF THE INVESTIGATION 

1.0 History of Flight 

UPS Flight 2976 was planned and dispatched to be flown on November 4, 
2025, with a release time of 2130Z5, from SDF to HNL. Hilo International Airport (ITO), 
Hilo, Hawaii was the destination alternate and the originally assigned aircraft was 
N260UP. The flight was to be flown with a crew of three (captain, first officer, and 
relief officer) due to the scheduled block time of over eight hours6. The planned block 
time for the flight was 9 hours 11 minutes.   

 
After departing the UPS Air Service Center (ASC)7, the flightcrew arrived at the 

airplane and began their preflight duties. During the captain’s walk-around, which 
was delegated to the relief officer, a fuel leak was discovered and reported to 
maintenance.  Maintenance began the required inspections for the identified fuel 
leak. The captain subsequently called the flight’s dispatcher and advised him of the 
situation. They discussed the possibility that N260UP would be unable to fly and 
would require an airplane change.  

  
The relief officer additionally had a discussion with the load supervisor8 and 

informed him of the fuel leak and the probability of having to change aircraft. The 
relief officer asked how long an airplane change would take and the load supervisor 
estimated approximately two hours; one hour to offload the current aircraft and one 
hour to upload the cargo on the new aircraft when assigned.   

 
5 2130Z is 2130 UTC 
6 CFR Part 117.11 
7 The ASC is the flight crew meeting point for UPS pilots beginning trips.  
8 During his interview, the load supervisor referred to his job title as “ramp supervisor.” 
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Maintenance determined N260UP was not airworthy to conduct the flight and 

the flightcrew returned to the ASC. The flightcrew remained in the ASC for 
approximately two hours reviewing the new briefing package, operational flight plan 
(OFP) 27/0/19.  

 
The new aircraft assigned was N259UP (the accident airplane) with a planned 

fuel load of 192,800 lbs., required takeoff fuel of 190,000 lbs., arrival fuel at 
destination HNL of 31,100 lbs., which included 10,600 lbs. for the destination 
alternate, taxi fuel, and fuel required for contingencies. The captain approved and 
electronically signed the new OFP in the Lido flight planning system and then the 
flightcrew proceeded to the airplane.   

 
The flightcrew arrived at the aircraft and began the preflight. There were no 

Minimum Equipment List (MEL) or Configuration Deviation List (CDL) deferred items 
documented on the airplane. The captain initialized the Aircraft Communications 
Addressing and Reporting System (ACARS) with the required information to include 
fuel onboard and all flightcrew information.   

 
The relief officer conducted the walk-around and encountered the same load 

supervisor, joking how they were “meeting again10.” The preflight proceeded but 
loading the accident airplane took longer than planned due to clearing of cargo from 
the loading dock destined for another location. Once cleared from the loading dock, 
the UPS 2976 cargo was loaded without incident. The face-to-face maintenance brief 
between the flightcrew and maintenance was uneventful, with good natured banter 
which “prompted laughter from the crew11.”  The load supervisor went to the cockpit 
and informed the flightcrew of the on-board HAZMAT12, which was 5lbs. of dry ice, 
and to co-sign the Notification to Captain (NOTOC) document13.   

 
The load supervisor then exited the airplane to initiate the Load Manifest 

Accuracy Check (LMAC) process. The LMAC compared the planned load versus how 
the cargo was actually loaded on the aircraft. The LMAC triggered the Load 
Complete message which was sent to the accident aircraft via ACARS.   

 
At 1642:06 the flight received an ACARS message with SDF Automatic 

Terminal Information Service (ATIS)14 “M15”, updated at 1556, temperature of 17° 
Celsius (C), and wind 150° at 6 kts16. At 1642:11, the crew requested and received an 

 
9 “27/0/1” is the flight plan designator assigned within the UPS Lido flight planning system 
10 Attachment 2 - Interview Summaries and Witness Statements, page 4 
11 Attachment 2 - Interview Summaries and Witness Statements, page 7 
12 Hazardous Material 
13 Attachment 2 - Interview Summaries and Witness Statements, page 4 
14 ATIS is a continuous, automated, 24-hour broadcast of essential, non-control information at busy 
airports, including weather, active runways, and NOTAMs (Notice to Airmen). 
15 The ATIS code was “M” or mike (phonetic code) 
16 Attachment 6 - ACARS Message Traffic Excerpts, page 5 
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updated weather message with HNL’s Meteorological Aerodrome Report (METAR)17 
and Terminal Aerodrome Forecast (TAF)18 information.   
 

The Electronic Load Message (ELM) process and the load complete messages 
were received at 1654:20 and 1654:5919 respectively. UPS 2976 blocked out20 at 
1702.  The mechanic reported that the pushback and engine start were accomplished 
using the “standard UPS departure procedure21.”   

 
At 1707:27 the crew received the updated ATIS information “A22”, issued at 

1656. ATIS information “A” indicated the wind 120° at 6 kts, temperature 17°C and 
altimeter setting of 30.22 inches of mercury. The flightcrew configured the aircraft for 
takeoff after engine start.  

 
The flightcrew received clearance and taxied to runway 17R at taxiway B8.   
 
UPS 2976 received takeoff clearance at 1711:35. From taxiway B8, they 

entered runway 17R and lined up on the runway at 1712:20. According to FDR data 
UPS 2976 throttles achieved 60° on the Thrust Resolver Angle (TRA) at 1712:30 on 
the movement forward to Takeoff Thrust of 105.9% N123. 

2.0 Crew 

The flightcrew consisted of a captain, first officer, and relief officer. The relief 
officer was a qualified MD-1124 captain. FDR data indicated that the captain was the 
Pilot Monitoring (PM) and the first officer was the Pilot Flying (PF).  

 
17 METAR – Aviation Routine Weather Report – The METAR has been adopted by the United States to 
provide surface observations of current weather conditions in support of aviation for the terminal. It is 
issued at fixed times hourly. 
18 TAF – Terminal Aerodrome Forecast – According to NWS Instruction 10-813: “A NWS TAF consists of 
the expected meteorological conditions significant to aviation at an airport for a specified time period. 
For the U.S., this is the area within five (5) statute miles (SM) of the center of an airport's runway 
complex.” www.nws.noaa.gov/directives/sym/pd01008013curr.pdf. 
19 Attachment 6 - ACARS Message Traffic Excerpts, page 7 
20 Block out time is the time when the doors are closed and the parking brake is released for flight. 
21 Attachment 2 - Interview Summaries and Witness Statements, page 7 
22 The ATIS code was “A” or alpha (phonetic code) 
23 This is the planned engine rotation speed (N1) for a reduced thrust takeoff, with assumed 
temperature of 42˚C 
24 The Boeing Company includes MD-10-10F, MD-10-30F, MD-11, and MD-11F. Source: FAA Order 
8900.1, Volume 5, Chapter 2, Section 19, Figure 5-88 dated June 9, 2025. 
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2.1 Captain 

The captain was 57 years old and held an Airline Transport Pilot (ATP) 
certificate with a rating for airplane multiengine land, and type ratings on the A-31025, 
L-30026, and MD-11 which included limitations of A-310 and MD-11 Circ. Apch – 
VMC27 only. He held a FAA first-class medical certificate dated October 30, 2025, with 
limitations “Must use corrective lens(es) to meet vision standards at all required 
distances”. At the time of the accident, he was based at SDF. 

2.1.1 Captain’s Pilot Certification Records 

FAA records of the captain indicated the following: 
 

Commercial Pilot – Airplane Multiengine Land, Instrument Airplane, L-300 
certificate was issued on December 29, 1997. The certificate was issued based 
on military competence obtained in the USAF28 and USAFR29. 

Airline Transport Pilot – Airplane Multiengine Land, L-300 certificate was issued 
on May 8, 1998. 

Airline Transport Pilot – Airplane Multiengine Land, L-300, MD-11, Limitations: 
MD-11 Circ. Apch – VMC only, certificate was issued on December 30, 2005. 

Airline Transport Pilot – Airplane Multiengine Land, A-310, L-300, MD-11, 
Limitations: A-310 & MD-11 Circ. Apch – VMC only, certificate was issued on 
May 8, 2018. 

2.1.2 Captain’s Flight Hours 

Table 1. Captain's flight hours. 

 
25 Airbus SAS includes A300 Model B4-601, A300 Model B4-603, A300 Model B4-620, A300 Model 
B4-605R, A300 Model B4-622R, A300 Model F4-605R, A300 Model F4-622R, A300 Model C4-605R 
Variant F, A300 Model B4-622, A310 Model 204, A310 Model 221, A310 Model 222, A310 Model 203, 
A310 Model 322, A310 Model 324, A310 Model 304, A310 Model 325, Source: FAA Order 8900.1, 
Volume 5, Chapter 2, Section 19, Figure 5-88 dated June 9, 2025 
26 Lockheed Aircraft Corp., USA and includes the military series of C-141 aircraft. Source: FAA Order 
8900.1, Volume 5, Chapter 2, Section 19, Figure 5-88 dated June 9, 2025 
27 Circling approach – visual metrological conditions 
28 United States Air Force 
29 United States Air Force Reserves 
30 Source for all pilots Total Flying Time and Total PIC time was from their FAA Form 8710 initial ATP 
application plus flight time at UPS Airlines. 

Total Flying Time30 8,612.9 
Total Pilot in Command (PIC) Time 4,161.4  

Total Time in Aircraft Type 4,918.2 
Total PIC Time in Aircraft Type 1,281.4  
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2.1.3 Captain’s Training 

The captain’s training records were provided by UPS and FAA records. The 
captain’s most recent documented training events are provided in table 2 below: 

 
Table 2. Captain's most recent documented training. 

Date of Initial Type Rating on the MD-11 12/30/2005 
Date of Upgrade to Captain on the MD-11 5/03/2023 
Date of Most Recent Recurrent Ground Training 5/02/2025 
Date of Most Recent Proficiency Check 5/02/2025 
Date of Most Recent PIC Line Check 4/15/2025 
Date of Most Recent Simulator Training31 9/10/2025 

2.1.4 Captain’s Recent Flight Schedule 

Table 3. Captain's recent flight schedule. 

Time Actual Duty Time Block Time Notes 
4 Oct 2025 1429 - 1733 1.57 UPS 5191   PHL32-SDF   
4 Oct 2025 1019 - 1312 1.62 UPS 205     SDF-PHL 
24 Sep 2025 0055 - 0433 2.13 UPS 1083   EWR33-SDF 
23 Sep 2025 1720 - 0027 4.8 UPS 2084   ONT34-EWR 
23 Sep 2025 0320 - 0537 1.27 UPS 961      OAK35-ONT 
21 Sep 2025 1752 - 2358 4.57 UPS 5944    SDF-OAK 
16 Sep 2025 2348 - 0236 1.4 UPS 1193    PHL-SDF 
14 Sep 2025 1908 - 2238 2.0 UPS 5194    SDF-PHL 
14 Sep 2025 1045 - 1416 1.65 UPS 5227     BWI36-SDF 
13 Sep 2025 1957 - 2301 1.57 UPS 5218     SDF-BWI 
13 Sep 2025 1210 - 1518 1.62 UPS 2191     PHL-SDF 
12 Sep 2025 1652 - 2253 4.52 UPS 2190     ONT-PHL 
12 Sep 2025 1215 - 1455 1.48 UPS 2859     PHX-ONT 

 
31 Included training for takeoff profiles with engine failure after V1, (Decision Speed): The maximum 
speed to safely abort a takeoff.  
32 Philadelphia International Airport 
33 Newark Liberty International Airport 
34 Ontario International Airport 
35 Oakland San Francisco Bay Airport 
36 Baltimore/Washington International Thurgood Marshall Airport 

Total Flying Time                                               Last 7 Days  0 
Last 30 Days 0 
Last 90 Days 74 

Last 12 Months 394.8 
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11 Sep 2025 1935 - 0023 3.38 UPS 2862     SDF-PHX37 

2.1.5 Captain’s Recent Activities 

The captain’s recent activities were documented from information available at 
the time of this report’s writing, namely cellular telephone and company records, and 
information provided via email by next of kin. 

 
On November 1, 2025, cellular telephone activity38 began at 0823 and ended 

at 2239. There was an extended break in cellular activity39 from 0824 until 1035, and 
1208 until 1854. Company records did not show any activity. No other information 
about the captain’s activities on that day was known. 

 
On November 2, cellular telephone activity began at 1437 and ended at 1800. 

There was an extended break in cellular activity from 1438 until 1756. Company 
records did not show any activity. No other information about the captain’s activities 
on that day was known. 

 
On November 3, cellular telephone activity began at 0721 and ended at 1616. 

There was an extended break in cellular activity from 0811 until 1020, 1159 until 
1449, and 1450 until 1612. Company records showed that the captain logged into 
UPS crew systems at 1923 and 2027. No other information about the captain’s 
activities on that day was known. 

 
On November 4, cellular telephone activity 0905 and ended at 1728. There 

was an extended break in cellular activity from 0910 until 1356, 1407 until 1533, and 
1536 until 1728. The captain’s wife reported that he left home at 1009 and drove to 
SDF. Company records showed he logged into a UPS crew system at 1330. No sleep 
room or company issued hotel room was secured by the captain.  

2.2 First Officer 

The first officer was 45 years old and held an ATP certificate with a rating for 
airplane multiengine land, and type ratings on the B-75740, B767, CL-6541, EMB-12042, 

 
37 Phoenix Sky Harbor International Airport 
38 Cellular telephone activity includes timestamped data for incoming and outgoing voice calls and 
outgoing SMS and MMS messages. 
39 An extended break in activity is one hour or greater of no cellular telephone activity. 
40 The Boeing Company, 757-200 Series, 757-200PF Series, 757-200CB Series, 757-300 Series, 767-
200 Series, 767-300 Series, 767-300F Series, and 767-400ER Series. Source: FAA Order 8900.1, 
Volume 5, Chapter 2, Section 19, Figure 5-88 dated June 9, 2025. 
41  MHI RJ Aviation ULC,: CL-600-2B19, CL-600-2C10, CL-600-2C11, CL-600-2D24, and CL-600-2D15. 
Source: FAA Order 8900.1, Volume 5, Chapter 2, Section 19, Figure 5-88 dated June 9, 2025. 
42 Embraer S.A., EMB-120, EMB-120RT, EMB-120ER, EMB-120FC, EMB-120QC. Source: FAA Order 
8900.1, Volume 5, Chapter 2, Section 19, Figure 5-88 dated June 9, 2025. 
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ERJ-17043, ERJ-190, and MD-11, Commercial Privileges: Airplane Single-Engine Land, 
which included limitations of B-757, B767, CL-65, EMB-120, ERJ-170, ERJ-190, and 
MD-11 Circ. Apch – VMC only. He held a Flight Instructor, Instrument Airplane, 
Airplane Single-Engine and Multiengine certificate. He held an FAA first-class medical 
certificate dated June 5, 2025, with no limitations. At the time of the accident, he was 
based at SDF. 

2.2.1 First Officer’s Pilot Certification Records 

FAA records of the first officer indicated the following: 
 

Private Pilot – Airplane Single-Engine Land certificate was issued on December 
12, 1999. 

Private Pilot – Airplane Single and Multiengine Land certificate was issued on 
June 27, 2007. 

Private Pilot – Airplane Single and Multiengine Land, Instrument Airplane 
certificate was issued on July 24, 2007. 

Commercial Pilot – Airplane Multiengine Land, Instrument Airplane, Private 
Pilot privileges: Airplane Single-Engine Land, certificate was issued on August 
31, 2007. 

Flight Instructor, Airplane Multiengine, certificate was issued on September 10, 
2007. 

Flight Instructor, Instrument Airplane, Airplane Multiengine certificate was 
issued on September 13, 2007 

Commercial Pilot – Airplane Single-Engine Land, Airplane Multiengine Land, 
Instrument Airplane, certificate was issued on September 18, 2007. 

Flight Instructor, Instrument Airplane, Airplane Single-Engine and Multiengine 
certificate was issued on September 9, 2009. Reissued: September 27, 2011, 
September 24, 2013, September 23, 2015, September 22, 2017, September 
26, 2019, September 27, 2021, September 22, 2023, and September 20, 2025. 

Airline Transport Pilot – Airplane Multiengine Land, EMB-120, Commercial 
Privileges: Airplane Single-Engine Land, Limitations: English Proficient, EMB-
120 Circ. Apch. VMC only, certificate was issued on July 12, 2012. 

 
43 Embraer S.A., ERJ 170-100 STD ERJ 170-100 LR ERJ 170-100 SU ERJ 170-100 SE ERJ 170-200 STD 
ERJ 170-200 LR ERJ 170-200 SU ERJ 190-100 STD ERJ 190-100 LR ERJ 190-100 IGW ERJ 190-100 ECJ 
ERJ 190-200 STD ERJ 190-200 LR ERJ 190-200 IGW ERJ 190-300 ERJ 190-400, Source: FAA Order 
8900.1, Volume 5, Chapter 2, Section 19, Figure 5-88 dated June 9, 2025. 
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Airline Transport Pilot – Airplane Multiengine Land, CL-65, EMB-120, 
Commercial Privileges: Airplane Single-Engine Land, Limitations: English 
Proficient, ATP – Circ. Apch – VMC Only, CL-65, EMB-120 Circ. Apch. VMC only, 
certificate was issued on June 6, 2014. 

Airline Transport Pilot – Airplane Multiengine Land, CL-65, EMB-120, ERJ-170, 
ERJ-190, Commercial Privileges: Airplane Single-Engine Land Limitations: 
English Proficient, ATP – Circ. Apch – VMC Only, CL-65, EMB-120, ERJ-170, 
ERJ-190 Circ. Apch. VMC only, certificate was issued on May 14, 2018. 

Airline Transport Pilot – Airplane Multiengine Land, B-757, B767, CL-65, EMB-
120, ERJ-170, ERJ-190, Commercial Privileges: Airplane Single-Engine Land 
Limitations: , English Proficient, CL-65, EMB-120, ERJ-170, ERJ-190 B-757, 
B767 Circ. Apch. VMC only, certificate was issued on July 15, 2021. 

Airline Transport Pilot – Airplane Multiengine Land, B-757, B767, CL-65, EMB-
120, ERJ-170, ERJ-190, MD-11, Commercial Privileges: Airplane Single-Engine 
Land Limitations: English Proficient, B-757, B767, CL-65, EMB-120, ERJ-170, 
ERJ-190, MD-11 Circ. Apch. VMC only, certificate was issued on May 13, 2023. 

2.2.2 First Officer’s Flight Hours 

Table 4. First Officer's flight hours. 

Total Flying Time44 9,200  
Total PIC Time 2,897  
Total Time in Aircraft Type 994.1 
Total SIC45 Time in Aircraft Type 994.1 
Total Flying Time                                              Last 7 Days 0 

Last 30 Days 27.5 
Last 90 Days 107.3 

Last 12 Months 424.3 

2.2.3 First Officer’s Training 

The first officer’s training records were provided by UPS and FAA records. The 
FO’s most recent documented training events are provided in table 5 below: 

 
Table 5. First Officer's most recent documented training. 

Date of Initial Type Rating on the MD-11 5/13/2023 
Date of First Officer Qualification on the MD-11 5/13/2023 

 
44 Source for all pilots Total Flying Time and Total PIC time was from their FAA Form 8710 initial ATP 
application plus flight time at UPS Airlines. 
45 Second In Command 
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Date of Most Recent Recurrent Ground Training 10/29/2025 
Date of Most Recent Proficiency Check 5/05/2025 
Date of Most Recent Line Check46 6/22/2023 
Date of Most Recent Simulator Training47 10/29/2025 

2.2.4 First Officer’s Recent Flight Schedule 

Table 6. First Officer's recent flight schedule. 

Time Actual Duty Time Block Time Notes 
25 Oct 2025 1253 - 1744 3.35 UPS 5861 (PHX – SDF) 
24 Oct 2025 1918 - 0029 3.68 UPS 5862 (SDF – PHX) 
9 Oct 2025 1143 - 1648 3.58 UPS 5909 (ONT – SDF) 
8 Oct 2025 1818 - 0008 4.33 UPS 2902 (SDF – ONT) 
8 Oct 2025 1330 - 1652 1.87 UPS 2785 (DFW48 – SDF) 
7 Oct 2025 1843 - 2230 2.28 UPS 2762 (SDF – DFW) 
7 Oct 2025 1243 - 1759 3.77 UPS 5909 (ONT – SDF) 
5 Oct 2025 1932 - 0139 4.62 UPS 5928 (SDF – ONT) 
1 Oct 2025 2308 - 0414 3.6 UPS 901 (ONT – SDF) 
30 Sep 2025 0330 - 0719 2.32 UPS 975 (PDX49 – ONT) 
30 Sep 2025 0135 - 0336 0.52 UPS 975 (PDX – PDX) 
28 Sep 2025 1823 – 0016 4.38 UPS 976 (SDF – PDX) 
28 Sep 2025 1245 – 1539 1.4 UPS 5605 (ORD50 – SDF) 
27 Sep 2025 2023 - 2321 1.47 UPS 5608 (SDF – ORD) 

2.2.5 First Officer’s Recent Activities 

The first officer’s recent activities were documented from information available 
at the time of this report’s writing, namely cellular telephone and company records, 
and interviews with next of kin and a roommate. 
 

On Saturday, November 1, it was unknown when the first officer awoke. 
Cellular telephone activity began at 0659 mountain standard time (MST) and ended 
at 1736 MST. There was an extended break in cellular activity from 0700 until 0856, 
0943 until 1212, 1238 until 1533, and 1539 until 1735 MST. He did routine family 
activities throughout the day and evening and watched TV before bed. His wife did 
not think he napped during the day. His exact time asleep that night was unknown, 
but his wife thought they went to bed about 2300 MST. According to his spouse, he 
did not have any problems falling asleep or staying asleep. 

 
46 First officers are not required by regulation/policy to have a line check like the captains however; 
they do get them whenever a captain receives a line check and they are a member of the crew. 
47 Included training for takeoff profiles with engine failure after V1 
48 Dallas Fort Worth International Airport 
49 Portland International Airport 
50 Chicago O'Hare International Airport 
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On Sunday, November 2, the first officer woke up between 0730-0800 MST. 

He did routine family activities throughout the day and evening and watched TV 
before bed. Cellular telephone activity began at 1414 and ended at 1937 MST. There 
was an extended break in cellular activity from 1418 until 1936 MST. Company 
records showed he logged into a UPS crew system at 1950 MST. His wife thought he 
went to sleep about 2200 MST. She stated he had no problems falling asleep or 
staying asleep. 

 
On Monday, November 3, his wife thought his alarm was set for 0600 or 0615 

and she thought he got out of bed about 0630 MST. He did routine family activities 
throughout the day and evening and watched TV before bed. Cellular telephone 
activity began at 1225 and ended at 1926 MST. There was an extended break in 
cellular activity from 1238 until 1533 and 1657 until 1925 MST. Company records did 
not show any UPS crew system logins that day. He went to bed about 2115 and was 
asleep by 2200 MST. He had no problems falling asleep or staying asleep. 
 

On Tuesday, November 4, according to his wife he woke up before she did but 
did not recall what time. He checked in for his jumpseat flight to SDF at 0538 MST. He 
jumpseated51 on UPS flight 2873 from Albuquerque, New Mexico to SDF which 
departed at 0615 MST and arrived at 1042 EST. They sent a couple of iMessages 
about 1106 EST and again about 1400 EST. Cellular telephone activity began at 1154 
and ended at 1455 EST. There was an extended break in cellular activity from 1155 
until 1356 EST. Company records did not indicate that a sleep room or company 
issued hotel room was secured by the first officer. He shared a house with other UPS 
pilots and had messaged to say he would be there around 1100 EST. One roommate 
arrived at the house about 1230. The first officer was finishing a meal, and they talked 
before the first officer took a shower, after which they talked for about another hour. 
The roommate thought the first officer may have rested before he arrived at the 
house. Company records showed he accessed various UPS crew systems at 1151, 
1324, 1326, 1349, 1424 and 1512 EST. He called his wife at 1444 EST and said he was 
on the airplane, and it had a fuel leak. He iMessaged52 her at 1551 EST to let her know 
they had a new airplane and were still going to Hawaii, just late. Her last iMessage 
from him was at 1708 EST. There was nothing out of the ordinary with their 
conversations. 

 
He drank 1 cup of coffee in the mornings. He did not have regular daytime 

sleepiness. He had never talked to a doctor about nor been diagnosed with a sleep 
disorder. He needed 6-8 hours of sleep a night to feel rested. He had not had any 
major changes in his health, personal life or financial situation in the previous 12 
months. He was healthy and had no recent injuries or illnesses. He intermittently 
exercised. He did not have any issues with his vision or hearing, did not take any 

 
51 Flew on the flight as an Observer Member of the Crew, commuting to get to work. 
52 Instant Message, a text messaging function available on the iPhone. 
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prescription or nonprescription medications or supplements. He did not smoke, drink 
or use illicit drugs. He did not take any medications, prescription or nonprescription 
in the 72 hours before the accident that might have affected his performance.  

2.3 Relief Officer 

The relief officer was 62 years old and held an ATP certificate with a rating for 
airplane multiengine land, and type ratings on the B-72753 and MD-11, Commercial 
Privileges: Airplane Single-Engine Land, which included limitations of MD-11 Circ. 
Apch – VMC only. He held a Flight Engineer Turbojet Powered certificate. He held a 
FAA first-class medical certificate dated July 15, 2025, with limitations “Must use 
corrective lens(es) to meet vision standards at all required distances”. At the time of 
the accident, he was based at SDF.  

2.3.1 Relief Officer’s Pilot Certification Records 

FAA records of the relief officer indicated the following: 
 

Private Pilot – Airplane Single-Engine Land certificate was issued on August 6, 
1980. 

Private Pilot – Airplane Single-Engine Land, Instrument Airplane certificate was 
issued on June 18, 1981. 

Commercial Pilot – Airplane Single-Engine Land, Instrument Airplane, 
certificate was issued on August 14, 1981. 

Notice Of Disapproval of Application, Flight Instructor Single-Engine, Airplane 
was issued on November 30, 1981. 

Flight Instructor, Airplane Single-Engine certificate was issued on December 5, 
1981.  

Flight Instructor, Airplane Single-Engine, Instrument - Airplane certificate was 
issued on January 9, 1982.  

Commercial Pilot – Airplane Single and Multiengine Land, Instrument Airplane, 
certificate was issued on April 7, 1982. 

Flight Instructor, Airplane Single and Multiengine, Instrument Airplane 
certificate was issued on October 11, 1982. Reissued: April 25, 1985. 

 
53 The Boeing Company, B-727, B-727-100, and B-727-200. Source: FAA Order 8900.1, Volume 5, 
Chapter 2, Section 19, Figure 5-88 dated June 9, 2025 
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Airline Transport Pilot – Airplane Multiengine Land, Commercial Privileges 
Airplane Single-Engine Land certificate was issued on May 29, 1986. 

Flight Engineer, Turbojet Powered certificate was issued on October 1, 1987. 

Airline Transport Pilot – B-727 Airplane Multiengine Land, Commercial 
Privileges: Airplane Single-Engine Land certificate was issued on June 24, 
1994. 

Airline Transport Pilot – Airplane Multiengine Land, B-727, MD-11, Commercial 
Privileges Airplane Single-Engine Land, Limitations – MD-11 Circ. Apch – VMC 
only certificate was issued on June 28, 2002. 

2.3.2 Relief Officer’s Flight Hours 

Table 7. Relief Officer's flight hours. 

Total Flying Time54 15,250  
Total PIC Time 10,039.2  
Total Time in Aircraft Type 8,775 
Total SIC Time in Aircraft Type 1,209.8 
Total Flying Time                                              Last 7 Days 0 

Last 30 Days 0 
Last 90 Days 73.9 

Last 12 Months 337.8 

2.3.3 Relief Officer’s Training 

The relief officer’s training records were provided by UPS and FAA records. 
The relief officer’s most recent documented training events are provided in table 8 
below: 

 
Table 8. Relief officer’s most recent documented training. 

Date of Initial Type Rating on this Aircraft 6/28/2002 
Date of Captain Qualification on this Aircraft 10/16/2002 
Date of Most Recent Recurrent Ground Training 10/16/2025 
Date of Most Recent Proficiency Check 6/12/2025 
Date of Most Recent Line Check 6/2/2024 
Date of Most Recent Simulator Training55 10/16/2025 

 
54 Source for all pilots Total Flying Time and Total PIC time was from their FAA Form 8710 initial ATP 
application plus flight time at UPS Airlines. 
55 Included training for takeoff profiles with engine failure after V1 
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2.3.4 Relief Officer’s Recent Flight Schedule 

Table 9. Relief Officer's recent flight schedule. 

Time Actual Duty Time Block Time Notes 
2 Oct 2025 1723 - 0411 8.8 UPS 2976 (SDF-HNL) 
27 Sep 2025 1740 - 0503 9.38 UPS 5966 (SDF-HNL) 
18 Sep 2025 1731 - 0407 8.6 UPS 2976 (SDF-HNL) 

2.3.5 Relief Officer’s Recent Activities 

The relief officer’s recent activities were documented from information 
available at the time of this report’s writing, namely cellular telephone and company 
records. 

 
On November 1, 2025, cellular telephone activity began at 1336 and ended at 

1909 central standard time (CST). There was an extended break in cellular activity 
from 1339 until 1515, 1516 until 1647, and 1648 until 1856 CST. Company records 
did not show any activity. No other information about the relief officer’s activities on 
that day was known. 
 

On November 2, cellular telephone activity started at 1824 and ended at 1827 
CST. Company records showed the relief officer logged into a UPS crew system at 
1924 CST. No other information about the relief officer’s activities on that day was 
known. 

 
On November 3, cellular telephone activity started at 1023 CST and ended at 

0125 EST on November 4. There was an extended break in cellular activity from 1116 
CST until 1356 CST, 1430 CST until 2029 CST, 2138 CST until 0010 CST (0110 EST). 
Company records indicated that the relief officer checked in for his jumpseat flight at 
2054 CST. He jumpseated on UPS flight 787 from AUS to SDF. It departed AUS at 
2141 CST and arrived SDF at 0058 EST on November 4. No sleep room or company 
issued hotel room was secured by the relief officer. No other information about the 
relief officer’s activities on that day was known. 

 
On November 4, cellular telephone activity began at 0803 and ended at 1658 

EST. There was an extended break in cellular activity from 0819 until 1001 and 1012 
until 1209 EST. Company records showed that the relief officer logged into UPS crew 
systems at 1248, 1249, 1250 and 1530 EST. No sleep room or company issued hotel 
room was secured by the relief officer.  
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2.4 Trip Pairings 

 
Figure 1. Planned trip pairing for the captain and first officer. 

 

 
Figure 2: Planned trip pairing for the relief officer. 

3.0 Crew personal belongings 

The HP group chairwoman, UPS, and IPA group members documented the 
contents of the accident crewmembers’ lockers located at the UPS ASC. All items 
were photographed and returned to the lockers after being documented. The lockers 
were relocked with locks provided by UPS. No items were retained, and items were 
released to UPS.   

 
Captain 

• 2 suitcase wheels  
• 1 covid test box 
• Water bottle  

  
First Officer 

• Non-alcoholic drink items and food condiments 
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• Mesh case (empty) 
• Refillable water bottle  

 
Relief Officer 

• 1 backpack (empty) 
• 1 mesh zippered bag (empty)  

4.0 Airplane Weight and Balance 

The captain and FO were included in the Basic Operating Weight in 
accordance with UPS Load Planning Manual (LPM) Revision 93, para 01.03.01.07.01.  
The relief officer, though a member of the flightcrew, would be counted as an 
Additional Crew Member (ACM) in the weight and balance as 255 lbs. per para 
01.03.01.07.02. All weights are in lbs. and aircraft speeds are in kts. The airplane 
manufacturing or performance limitations are in bold:  

 
Table 10. Accident Aircraft Weight and Balance Information 

Basic Operating Weight (BOW)  259,332 
Additional Crew Member (ACM) Weight 255 
Cargo Weight  116,385 
Zero Fuel Weight (ZFW) 375,972 
Maximum Zero Fuel Weight* 461,300 
Fuel Weight 193,600 
Ramp Weight 569,572 
Maximum Ramp Weight* 633,000 
Taxi Fuel Burn 1,600 
Actual Takeoff Weight 567,972 
Maximum Takeoff Weight 569,90056 
Center of Gravity (CG) 18.7% 
CG Limits 12.44 – 32.8* 
Takeoff Stab Trim Setting  9.2 
Takeoff Flap Setting 21 
Takeoff Speeds (V157 VR58 V259) 152/166/173 
Takeoff Flexible Derate (FLEX)60 42˚C 

*Manufacturer’s Airplane Flight Manual Limitations. 
 

56 Maximum Takeoff Weight for this flight includes performance limitations 
57 V1: Critical engine failure speed or takeoff decision speed. It is the speed at which the pilot is to 
continue the takeoff in the event of an engine failure or other serious emergency. Source: Airplane 
Flying Handbook (3C) Glossary 
58 VR:  The speed that the pilot begins rotating the aircraft prior to lift-off. Source: Airplane Flying 
Handbook (3C) Glossary 
59 V2: Takeoff safety speed, or a referenced airspeed obtained after lift-off at which the required one 
engine-inoperative climb performance can be achieved. Source: Airplane Flying Handbook (3C) 
Glossary 
60 A FLEX (Flexible/Assumed Temperature) derate is a technique where jet engines produce less than 
maximum takeoff thrust to extend engine life and reduce fuel consumption. 

https://www.faa.gov/sites/faa.gov/files/regulations_policies/handbooks_manuals/aviation/airplane_handbook/20_afh_glossary.pdf
https://www.faa.gov/sites/faa.gov/files/regulations_policies/handbooks_manuals/aviation/airplane_handbook/20_afh_glossary.pdf
https://www.faa.gov/sites/faa.gov/files/regulations_policies/handbooks_manuals/aviation/airplane_handbook/20_afh_glossary.pdf
https://www.faa.gov/sites/faa.gov/files/regulations_policies/handbooks_manuals/aviation/airplane_handbook/20_afh_glossary.pdf
https://www.faa.gov/sites/faa.gov/files/regulations_policies/handbooks_manuals/aviation/airplane_handbook/20_afh_glossary.pdf
https://www.faa.gov/sites/faa.gov/files/regulations_policies/handbooks_manuals/aviation/airplane_handbook/20_afh_glossary.pdf
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The ELM transmitted to the aircraft via ACARS at 1642:04. Contents of the ELM 

are included in page 4 of Attachment 6 - ACARS Message Traffic Excerpts. 
 
The captain accepted the ELM message at 1654:20. The load complete 

message was received at 1654:4461. 
 
The Takeoff Data was loaded in the FMS62 via ACARS.   

5.0 Airport Information 

5.1 Mohammad Ali International Airport 

The Louisville Regional Airport Authority (LRAA) operated SDF. LRAA was an 
autonomous municipal corporation established by Kentucky State Statute. LRAA was 
responsible for owning, operating and developing Louisville’s two major airports. The 
forerunner of LRAA was established in 1928 by the Commonwealth of Kentucky’s 
General Assembly and was the first authority-type governed airport in the United 
States.63 

 
SDF was also known by its former official names of Standiford Field and 

Louisville International Airport. It was a civil-military airport in Louisville, Kentucky. In 
2019, the airport was renamed after boxer and Louisville native Muhammad Ali, three 
years after his death. The airport covered 1,500 acres and had three runways. The 
SDF airport identifier was based on the airport's former name, Standiford Field. 
Despite being called an international airport, SDF had no regularly scheduled 
international passenger flights, but was a port of entry, handling many UPS Airlines 
international cargo flights through UPS’s worldwide air hub, often referred to as UPS 
Worldport64. 

5.1.1 SDF Airport Diagram 

Figure 3 below is the Jeppesen 10-9 chart depicting the airport layout 
including taxiways, runways, and ramps. 

 

 
61 Attachment 6 - ACARS Message Traffic Excerpts, page 7 
62 Flight Management System 
63 Source: This paragraph is paraphrased from https://www.flylouisville.com/corporate/louisville-
regional-airport-authority/    
64 Source: This paragraph is paraphrased from https://www.lpm.org/news/2025-11-05/ups-
distribution-hub-in-louisville-has-300-flights-per-day-what-to-know  

https://www.flylouisville.com/corporate/louisville-regional-airport-authority/
https://www.flylouisville.com/corporate/louisville-regional-airport-authority/
https://www.lpm.org/news/2025-11-05/ups-distribution-hub-in-louisville-has-300-flights-per-day-what-to-know
https://www.lpm.org/news/2025-11-05/ups-distribution-hub-in-louisville-has-300-flights-per-day-what-to-know
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Figure 3: Jeppesen diagram of the SDF airport. 

NOT FOR NAVIGATION 
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6.0 Meteorological Information 

Below is the five-minute Automated Surface Observing System (ASOS)65 
reports from around the accident time66. 

 
METAR KSDF 042200Z AUTO 13006KT 10SM CLR 17/04 A3022 
METAR KSDF 042205Z AUTO 13005KT 10SM CLR 16/05 A3022 
METAR KSDF 042210Z AUTO 12005KT 10SM CLR 16/05 A3022 
-Accident- 
METAR KSDF 042215Z AUTO 13006KT 10SM CLR 17/04 A3022 
METAR KSDF 042220Z AUTO 12005KT 10SM CLR 16/05 A3022 
METAR KSDF 042225Z AUTO 13005KT 10SM FEW033 16/05 A3021 
 

The TAF for the accident: 
 
TAF KSDF 041725Z 0418/0524 17007KT P6SM SCT250 

FM050000 16005KT P6SM FEW150 
FM050700 20010KT P6SM SCT250 WS020/24042KT 
FM051400 23015G23KT P6SM SCT250 
FM051900 25015G25KT P6SM FEW250= 

7.0 Operator/ FAA Oversight 

FAA records were reviewed to evaluate regulatory oversight of UPS flight and 
training operations. These records included a review of the Safety Performance 
Analysis System (SPAS III) air operator profile generated by the assigned FAA 
Certificate Management Office (CMO), Safety Assurance System (SAS) data collected 
on enroute observations and training events by the CMO, as well as an analysis of the 
Advanced Qualification Program (AQP) data and training curricula currently used by 
UPS. In addition to specific records reviewed for the accident crew, the group 
conducted a random review of other fleet training and operations records for 
regulatory compliance and currency, with no adverse findings. 

 
65 ASOS – Automated Surface Observing System – Automated sensor suites equipped with 
meteorological instruments to observe and report wind, visibility, ceiling, temperature, dewpoint, 
altimeter, and barometric pressure. These systems generally report at hourly intervals but also report 
special observations if weather conditions change rapidly and cross aviation operation thresholds. 
66 Weather information was provided by the NTSB Meteorology Specialist 
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8.0 Company Policies and Manual Excerpts 

8.1 Commuter Policy 

UPS did not have a stated ‘Commuter Policy’ in its company manuals however, 
guidance for UPS crew use of UPS jumpseats for commuting was outlined in Article 5, 
section S, paragraph 2 of the collective bargaining agreement (CBA) between UPS 
and IPA with further clarification in chapter 2 (02.04.01.02) of UPS Flight Operations 
Manual Volume 1. 

 
The following is an excerpt from the CBA between UPS Airlines and IPA: 

 

1. Crewmembers will be allowed the personal use of jumpseats on a subload 
priority basis in accordance with applicable governmental regulations.  

2. The Company will not issue a warning letter or letter of concern or 
discipline to any crewmember who no-shows or is late for a trip or any 
Company assignment as a result of getting bumped from a reserved 
jumpseat, the cancellation or delay of a commercial flight, or otherwise 
being prohibited from commuting to the assignment on a Company aircraft 
(e.g. cancellation or delay of a Company flight).  

From the UPS Flight Operations Manual Vol 1. 02.04.01.02 Reporting for Duty. 

It is expected that all crew members will comply with Chapter 2 (02.04.01.02) 
of UPS Flight Operations Manual Volume 1 when commuting to a flight 
assignment which states the crewmember will report for duty well-rested and 
prepared to remain on duty for the maximum FAA or contractual limits.    
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8.2 UPS Aircraft Operating Manual – Checklist Use 
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8.3 UPS Aircraft Operating Manual – Engine Failure 
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8.4 UPS Aircraft Operating Manual – Takeoff Engine Failure Profile 
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8.5 UPS Aircraft Operating Manual – Rejected Takeoff Procedure 
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9.0 Boeing Manuals 

9.1 Flight Crew Operations Manual (FCOM) - Engine Description 

 
Figure 4. Engine Description and Operation, used with permission. 
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Figure 5. Engine Description and Operation (continued), used with permission. 
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Figure 6. Engine Description and Operation (continued), used with permission. 
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Figure 7. Engine Description and Operation (continued), used with permission. 
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Figure 8. Engine Description and Operation (continued), used with permission. 
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9.2 Flight Crew Operations Manual – Engine Out Takeoff/Initial Climb 
Procedure 

 
Figure 9. Engine Out Takeoff/Initial Climb Procedure, used with permission. 
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Figure 10. Engine Out Takeoff/Initial Climb Procedure (continued), used with permission. 
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Figure 11. Engine Out Takeoff/Initial Climb Procedure (continued), used with permission. 
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Figure 12. Engine Out Takeoff/Initial Climb Procedure (continued), used with permission. 
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Figure 13. Engine Out Takeoff/Initial Climb Procedure (continued), used with permission. 
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10.0 UPS Load Planning Manual and Process 

The UPS Load Planning process was documented in the Load Planning Manual 
(LPM) and provided the method for accurately computing the weight and center of 
gravity for UPS aircraft operating under 14 CFR part 121 Flag and Domestic 
operations. Use of this manual ensured compliance with 14 CFR 121.135(b)(21) and 
14 CFR 121.665, and the Weight and Balance Control Program as approved by 
OpSpec E096. The policies and procedures depicted in this manual were developed 
in accordance with the guidelines established in FAA Advisory Circular (AC) 120-27F.   

 
UPS load planning process ensured the aircraft limits were not exceeded and 

verified accuracy of the weight of the cargo being loaded.  Per LPM 01.03.01.03.01, 
the primary method of calculating the aircraft weight and balance was by computer 
software. The program ensured all structural and CG limitations listed in the manual 
were not exceeded. 

 
The original pages from the LPM that the following paragraphs are extracted 

from may be referenced in Attachment 7. 
 

10.1  Excerpts from the UPS LPM section 01.02.01.01 
UPS Weight and Balance Certified Personnel (WBCP)  
 
WBCP are responsible for the accuracy of the weight and balance calculations, 

cargo weights, and aircraft loading. His signature/electronic signature on the load 
manifest indicates that the aircraft load is planned within UPS weight and balance 
limitations. In addition, WBCP are responsible for ensuring that the aircraft load is 
planned within MEL67 limitations when operating with inoperative and/or missing 
cargo restraints.  

 
WBCP are required to be recertified biennially. 
 
WBCP will: 
 

• Ensure All cargo and Unit Load Devices (ULDs) were weighed on a scale 
controlled and audited by UPS. 

• Ensure that ULD data is input into the Weight and Balance system prior to the 
ramp load crews loading and restraining a planned ULD on the aircraft. 

• Ensure with the Special Cargo Designee that the weight of Special Cargo is less 
than, or equal to, the weight shown in the SCAF68 Report. 

• Review the FCMEL69.  The FCMEL information must be downloaded and verified 
prior to printing the final load manifest to ensure that no position or aircraft 

 
67 Minimum Equipment List 
68 Special Cargo Analysis Function 
69 Flight Control Minimum Equipment List 
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limitations are exceeded. The FCMEL must be signed by the Weight and 
Balance Certified person responsible for the load manifest at the time the final 
load manifest is generated.  The signed copy of the FCMEL must be filed in the 
Flight Packet file. 

• In cases where the FCMEL report is not available due to system outages, 
contact AMC70 to determine which, if any, open MEL items have position or 
aircraft limitations and ensure these limitations are not exceeded prior to 
printing the load manifest. This discussion shall be noted and then signed and 
filed in the Flight Packet file. 

• Ensure the total payload on the load manifest does not exceed the flight 
planned payload. Flight Control must approve all increases to the flight 
planned payload.  

• Ensure the total payload on the load manifest does not exceed the flight 
planned payload. Flight Control must approve all increases to the flight 
planned payload. 

• Ensure adherence to all hazardous material limitations for UPS aircraft. The 
hazardous material limitations are located in the UPSCO DGPM71, Chapter 3, 
Specific Aircraft Features and Requirements. 

• Ensure adherence to dry ice limitations for UPS aircraft. Regulated dry ice 
limitations are referenced in the UPSCO DGPM. 

• Track the total amount of dry ice planned for each flight. 
o If total dry ice accumulation on the main deck reaches 1,000 lbs and is 

planned to be ≥ 1,400 lbs: 
 Notify Flight Control, Load Supervisor and flightcrew or ACMX72. 

10.2 Excerpts from the UPS LPM section 01.02.01.02 

The Load Supervisor is responsible for ensuring that the aircraft is loaded in 
compliance with the final load manifest. 

 
The Load Supervisor will: 

• Ensure the LMAC is completed 
• In the event a new load manifest must be created due to payload being 

unloaded and/or loaded (e.g. an intermediate stop), a Supervisor is only 
responsible for performing the verification for the positions that were accessed 
or changed. 

NOTE: 
Any positions or individual cargo components that are not accessed at the 
intermediate stop do not require verification by a Supervisor. 
 

• CAUTION: 

 
70 Aircraft Maintenance Control 
71 UPS Company Dangerous Good Procedures Manual 
72 Aircraft Maintenance 
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LOAD MAOVEMENT DETAIL WEIGHTS MUST NEVER BE USED TO DEVELOP A 
LOAD MANIFEST. 

• Their name/electronic signature on the final load manifest will verify that the 
aircraft is loaded in accordance with the load manifest, that the cargo restraint 
system on the aircraft is serviceable, that all loaded ULDs on the aircraft are 
serviceable, and that the lower bulk cargo compartments are loaded in 
compliance with current procedures and/or restrictions. 

• In the event a new load manifest is created and no payload was loaded or 
unloaded (e.g. a fuel stop), the Load Supervisor may sign the manifest per the 
previous Load Supervisor authorization. 

• Notify the WBCP and Aircraft Maintenance (or Flightcrew if no maintenance 
personnel are available) when missing and/or inoperative cargo restraints are 
found during loading or unloading. 

• Complete the NOTOC when hazardous materials are planned for a flight. The 
NOTOC information must be filled out completely, and must have the NOTOC 
section signed by the Load Supervisor. 

• If an ELM is unable to be used, request the WBCP to print a PLM73. 
• Notify the WBCP if a PLM is used. 
• Perform a “partial load calculation” if an unload of part of the cargo (freight or 

small package) from a bulk compartment is required at the intermediate 
gateway by following the listed procedure below in order to ascertain the 
weight remaining in that compartment: 

o Reweigh any cargo unloaded from the bulk compartment on a UPS-
controlled scale. 

o Subtract the scale weight from the total weight in the bulk compartment 
as shown on the original load manifest generated by the origin gateway. 

NOTE: 
The Load Supervisor job functions must be completed/performed by a 
supervisor (or administrative person for international locations). This 
requirement applies to all Load Supervisor job functions unless a job function is 
specifically allowed in a UPS Airline manual to be performed by a “Designee.” 

10.3 Excerpts from the UPS LPM section 01.03.01.07.05 

ULD Scale Requirements (e.g. Drive-Over, Ball Mat) 
ULDs must be weighted on a pallet scale (drive-over, ball mat, e.g.) that is: 

• Controlled and audited by UPS. 
• A validated test weight must be scaled daily to ensure the scale 

measures </= 1% of known test weight. If the difference between the 
weight registered and the validated weight exceeds a 1% difference, the 
scale must be removed from service and recalibrated prior to use. 

 
73 Paper Load Manifest, an alternate to the ELM 
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(Example: 4,000 pound test weight x 1% = 40 pounds maximum variance 
or 2,000 kilo test weight x 1% = 20 kilos maximum variance.) 

WARNING: 

UPS WILL NOT ACCEPT ANY CUSTOMER, FREIGHT FORWARDER, OR 
VENDOR WEIGHTS. ALL CARGO WEIGHTS WILL BE OBTAINED USING UPS 
CONTROLLED SCALES. 

o All cargo (e.g. freight, small package) must be weighed on scales that 
meet one of the following conditions: Scales are controlled and audited 
by UPS. 

10.4 Excerpts from OpSpec A011, A096 regarding Additional Crew Members 
(ACMs) 

The ACM weight is the sum of the ACM weight and their baggage. The ACM 
weight is derived from the Anthropometric Reference Data for Children and 
Adults: United States, 2015-2018 which is published by the Center for Disease 
Control and Prevention. To conservatively account for ACM weights, the 
average male weight for individuals 20 and above has been selected as 199.8 
lbs. The ACM clothing weight was estimated to weigh 10 lbs. The total ACM 
weight (person + clothing + baggage) = 255 lbs. 

Zero Fuel Weight 

The Basic Operating Weight (BOW) plus payload plus ACM must never exceed 
the Maximum Structural Zero Fuel Weight. 

11.0 Attachments 

Attachment 1 – Interview Transcripts 
Attachment 2 – Interview Summaries and Witness Statements 
Attachment 3 – Operational Flight Plan 
Attachment 4 – Takeoff Performance Data 
Attachment 5 – Family and Friend Interview Summaries 
Attachment 6 – ACARS Message Traffic Excerpts 
Attachment 7 – UPS Load Planning Manual Excerpts 
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Rocky Stone      Katherine Wilson, Ph.D.  
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