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5. Tlic No. 1 engine failed in flight as a 
result of a first-stage (Nz)  turbine blade 
failure. 

6. The No. 2 fuel p u m p  drive shaft 
failed a t  impact of the engine. 

7. Tlic No. 2 engine was operating until 
i t  impacted the p o u n d .  

8. Tlx aircraft was airborne and above 
V 2  speed at  tlie t ime of the engine fail- 
ure. 

9. The fliglitcrew d id  n o t  properly 
utilize the engine a n d  aircraft instru- 
m e n t s  to determine the condi t ion of  t h e  
engines, alt i tude,  and airspeed. 

10. Company procedures a n d  applicable 
flight rnaiiuals dictate  t ha t  tlic flight 
slioulcl liavc been cont inucd with one 
enginc inoperative. 

11, Tlic captaiti discontiniiccl tlic takc- 
off and landed back on the runway. 

12 .  Tlic captain erroneously decided 
powcr to both cngi i ics had been lost. 

1.3. The No. 2 engine rcvcrsc thrust was 
selected and power was applied after 
toucl1down. 

1 4  Tlic captain had satisfactorily 
acconiplislicd an cnginc-out takeoff i n  
tlie siinulntor and two  i n  tlic aircraft 
since March ‘12, 1968. 

1 5 .  The first officci, rcniaiiicd 011 tlic 
controls aftct tlie captain took  over tlic 
control of the aircraft. 

‘ b )  f’rubttbk Corrrc 

Tlic National Transportation Sarcty 
b a r d  tlctcrtitincs that  tlic probablc 
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cause of this accident was tlie termina- 
t ion of thc taltcof‘f, aftcr the No. 1 
engine failed, a t  a speed above V2  at a 
height of approxiniatcly 50 feet, witli 
insufficient runway remaining to effect  a 
safe landing. Tlic captain’s decision and 
his action to tcrniinatc tlic takeoff were 
bascd 011 the erroneous judgment that  
both engines had failed. 

3 .  RECOMME.NDATIONS 

During its dc1iberations, the National Trans- 
portat ion Safety Board found tha t  important  
safety Icssons wcrc cvidcnt froin the facts, con- 
ditions, a n d  circumstances of this and similar 
accidents. Tlic Board, therefore,  recommends to 
tile Fcdcral Aviation Administration tlie fol- 
lowing: 

1. Rcasscss the rcspcctivc duties and rcspon- 
sibilitics of tlic captrtiii ;and tlic first officer 
during critical p/i:iscs of flight. In so doing, 
tlie “ca i~ ta in  i n  command”  concept  should 
be rccsaniinccl witli its applicability in 
si tuations wlierc tinic i i iay not  permit the 
captain to counterniantl  effectively tlic 
clccision of tlic first of‘ficcr w h o  is flying 
tlic aircraft. 

2. Rcappraisc d i e  c i ~ ~ r c n t  training n i anuds  
and instructions provided by  all airlines 
witli a view towarel it p s i t i v c  approach 
toward cmcrgcncy proccdurcs.  Such an 
evaluation would include i i t i  amplification 
a n d  cl:rriiication of siicli iproccdurcs, i i i -  

cluding s d c t y  in:irgins and tlic need for 
p rompt  arid proper scqucncing of each 
action. 
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3. Ilccnipl~asizc i n  training that pilots usc tlic 
aircraft instiuiiicnt;ition, i.:it\ier t ~ i a n  tlicir 
physiological rcspoiiscs. to dctctininc tlic 
cxtcnt  and  c:iusc of einergencics. 

IS’ 

The Board f i i i  tlicr r c c ~ i i i n i c n d ~  t1i:it the Air 
Transport  Association bring this rcpoi t to the 
at tent ion of its training c~ i i in i i t t ec .  

i -.. 



', 
BY T H E  NATIONAL. TRANSPORTATION S A F E T Y  BOARD: 

/SI OSCAR M. LAUREL 
Mcmbei 

Is/  FRANCIS 1-1. McADAMS 
Mciiibcr 

/ s i  LOUIS M. TMAYEIl 
Mcrnbcr 

/ s i  ISABEL A.  BURGESS 
Mcnibci 
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