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Aviation Investigation Final Report 

 
 

Location: Lubbock, Texas Accident Number: CEN21LA030 

Date & Time: October 26, 2020, 15:58 Local  Registration: N9622T 

Aircraft: Cessna 210 Aircraft Damage: Destroyed 

Defining Event: Loss of control in flight Injuries: 1 Fatal 

Flight Conducted Under: Part 91: General aviation - Personal 

Analysis  

 

The instrument-rated pilot had recently purchased the accident airplane, which was not 
equipped for icing conditions, and was in the process of flying it back to his home base. During 
the first flight after purchase, he flew at 11,000 ft and was reportedly sick during and after the 
flight. The pilot was sick and miserable all weekend with symptoms to include queasiness, 
fatigue, dizziness, and a general malaise. Following a discussion with friends regarding the 
forecast icing conditions along the route, the pilot departed for his destination airport. While 
en route, the pilot requested from air traffic control permission to divert to another airport “for 
fuel considerations” and stated that he had been flying in instrument meteorological conditions 
(IMC) for a while.  

The controller directed the pilot to an instrument approach fix but the pilot did not intercept 
the fix in time, so the controller rerouted him to the east to attempt the approach from the 
other side. At this time, the pilot would have been in icing conditions, but he did not express 
concern to the controller. During the approach, the pilot stated that he was experiencing 
“freezing rain”, but he continued the approach. Based on the airplane’s flightpath it is likely 
that the autopilot was engaged. 

The airplane’s flight track revealed that after the airplane passed the final approach fix the 
airspeed decreased below 50 knots and the airplane made a sharp left descending turn. The 
airplane impacted the ground behind a residence and a postimpact fire consumed a majority of 
the fuselage.  

Available weather data revealed that the airplane was in IMC, icing conditions, and likely 
encountered supercooled liquid droplets during the flight. These conditions would have 
created an environment favorable for structural icing. A review of the pilot’s flight planning 
account revealed that he had requested a weather briefing and would have had access to the 
most accurate and updated weather information.  
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The pilot reported to his girlfriend that he “wanted to beat the weather” on the day of the 
accident. This statement is consistent with the pilot’s self-induced pressure to complete the 
flight due to the incoming adverse weather conditions.  

A postaccident examination of the airplane revealed thick chunks of ice on and near the leading 
edges of the airplane that were consistent with structural ice. While the pilot reported an 
autopilot issue, it is likely that the airplane had accumulated enough structural ice that the 
autopilot had difficulty functioning properly. Based on the evidence, the accident is consistent 
with the pilot not able to maintain control of the airplane.  

The examination revealed that the cabin air heat exchanger had preaccident cracking, which 
allowed exhausts gases to mix with the cabin air. Based on the condition of the exhaust system 
and heat exchanger, it is likely that the system was not adequately inspected during the last 
annual inspection.  

The pilot’s toxicology revealed an elevated carboxyhemoglobin level. It is likely that the pilot 
was impaired by the effects of carbon monoxide poisoning and this impairment contributed to 
the pilot’s overall confusion, willingness to continue flight in icing conditions, and to the 
circumstances of the accident. 

 

Probable Cause and Findings 

The National Transportation Safety Board determines the probable cause(s) of this accident to be: 
 

The pilot’s improper decision to fly into icing conditions with an airplane that was not 
equipped for icing, which led to structural icing and a subsequent loss of airplane control, and 
the pilot’s impairment from carbon monoxide poisoning due to a cracked heat exchanger. 
Contributing to the accident was the pilot’s self-induced pressure to complete the flight due to 
the incoming adverse weather conditions and the inadequate inspection of the cabin air heat 
exchanger.   
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Findings 

Personnel issues Decision making/judgment - Pilot 

Aircraft (general) - Capability exceeded 

Aircraft (general) - Not attained/maintained 

Environmental issues Freezing rain/sleet - Decision related to condition 

Aircraft Airfoil anti-ice, deice - Not installed/available 

Environmental issues Freezing rain/sleet - Effect on equipment 

Aircraft Scheduled maint checks - Inadequate inspection 

Aircraft Heating system - Damaged/degraded 

Aircraft Heating system - Inadequate inspection 

Personnel issues Carbon monoxide - Pilot 
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Factual Information 

 

History of Flight 

Approach-IFR final approach Loss of control in flight (Defining event) 

Approach-IFR final approach Structural icing 

 

 

On October 26, 2020, at 1558 central daylight time (CDT), a Cessna 210 airplane, N9622T, was 
destroyed when it was involved in an accident near Lubbock, Texas. The pilot was fatally 
injured. The airplane was operated as a Title 14 Code of Federal Regulations Part 91 personal 
flight.  

The airplane was on an instrument flight rules (IFR) flight plan from Belen Regional Airport 
(BRG), Belen, New Mexico, to Corsicana Municipal Airport (CRS), Corsicana, Texas, but had 
diverted to Lubbock Preston Smith International Airport (LBB), Lubbock, Texas.  

A review of the air traffic control (ATC) recordings revealed that the pilot had difficulty 
communicating with controllers. During the first 2 hours of the flight, he experienced icing 
conditions and requested lower altitudes multiple times. The ATC recordings and automatic 
dependent surveillance broadcast (ADS-B) data revealed at 1454 CDT the pilot requested to 
divert to LBB “for fuel considerations.” At 1523, CDT the pilot reported that he had been in 
IMC for a while. The pilot was instructed to setup for the RNAV (GPS) Y instrument approach 
to runway 35L. During the approach, the pilot was unsure of which instrument approach to 
expect and was not in position to intercept the final approach course, so the controller vectored 
the pilot to the east to conduct the same approach but with a different initial approach fix. 
When queried by the controller, the pilot reported that he was experiencing icing and was in 
freezing rain. 

After the airplane crossed the intermediate fix, ZOVOC, and turned inbound, the groundspeed 
gradually decreased from about 80 kts to about 50 kts. The pilot reported to the controller that 
the airplane experienced an autopilot issue. Then after the airplane crossed the final approach 
fix, UFACI, about 4,700 ft mean sea level (msl) and 48 kts groundspeed, it made a left turn 
south-southeast and descended. The flight track indicated that the airplane continued to 
descend then made a sharp left turn before the data ended. There were no further 
communications from the pilot.  
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Figure 1. Accident flight track with approach fixes and accident site labeled.  

Several witnesses observed the airplane appear to enter the beginning of a loop, then quickly 
descend to the ground. The airplane impacted the ground near a residence and a postcrash fire 
ensued.  

 
 

Pilot Information  

Certificate:  Private Age: 69,Male 

Airplane Rating(s): Single-engine land; Single-engine 
sea; Multi-engine land 

Seat Occupied: Left 

Other Aircraft Rating(s):  None Restraint Used:  Unknown 

Instrument Rating(s): Airplane Second Pilot Present: No 

Instructor Rating(s):  None Toxicology Performed:  Yes 

Medical Certification: BasicMed With waivers/limitations Last FAA Medical Exam: July 27, 2020 

Occupational Pilot: No Last Flight Review or Equivalent:  

Flight Time: 3767 hours (Total, all aircraft) 
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Three days before the accident flight, the pilot flew the airplane from Nebraska to Belen, New 
Mexico. During the flight he climbed to 11,000 ft to get above a layer of smoke. When he 
arrived in New Mexico he told his girlfriend that he felt sick during the flight. She reported 
to the pilot’s friend that the pilot was sick and miserable all weekend, and that, he was queasy, 
fatigued, dizzy, and a general malaise. On the day of the accident the pilot told her that he 
wanted to beat the weather. 

The pilot’s flight logbooks were not found during the course of the investigation; therefore, the 
pilot’s recent and total IFR flight experience could not be determined.  

Close friends of the pilot stated that he was not a smoker and had not smoked for several years.  

 
 

Aircraft and Owner/Operator Information  

Aircraft Make: Cessna Registration: N9622T 

Model/Series: 210  Aircraft Category: Airplane 

Year of Manufacture: 1960 Amateur Built:  

Airworthiness Certificate: Normal Serial Number: 57422 

Landing Gear Type:  Retractable - Tricycle Seats:  4 

Date/Type of Last Inspection: September 27, 2020 Annual Certified Max Gross Wt.: 2900 lbs 

Time Since Last Inspection: 7 Hrs Engines: 1 Reciprocating 

Airframe Total Time: 4390.8 Hrs as of last 
inspection 

Engine Manufacturer: Continental Motors 

ELT: Not installed Engine Model/Series: IO-470-E1B 

Registered Owner: On file Rated Power: 260 Horsepower 

Operator: On file Operating Certificate(s) 
Held: 

None 

 

 

The pilot had purchased the airplane in Nebraska about 3 days before the accident. The 
airplane was not equipped with anti-icing or de-icing capabilities. There were no carbon 
monoxide detectors installed in the airplane.  
The airplane was topped off with fuel on the morning of the accident. According to the Cessna 
210 Owner’s Manual, with full fuel tanks, the airplane endurance is more than 5 hours, and the 
range is more than 800 statute miles.  
The airplane’s maintenance logbook showed the exhaust system had been inspected during the 
last annual inspection (about 7 flight hours before the accident flight), and the airplane was 
determined to be in an airworthy condition.  
According to the Cessna 210 maintenance manual, “inspection of the exhaust system should be 
thorough because the cabin heating system uses air heated by the heat exchangers of the 
exhaust system. Since exhaust systems of this type are subject to burning, cracking, and 
general deterioration from alternate thermal stresses and vibration, inspection is important 
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and should be accomplished every 100 hours of operation. In addition, an inspection should be 
performed any time exhaust fumes are detected in the cabin.”  

 

Meteorological Information and Flight Plan 

Conditions at Accident Site: Instrument (IMC) Condition of Light: Day 

Observation Facility, Elevation: KLBB,3254 ft msl Distance from Accident Site: 6 Nautical Miles 

Observation Time: 15:53 Local Direction from Accident Site: 5° 

Lowest Cloud Condition:  Visibility 4 miles 

Lowest Ceiling: Overcast / 700 ft AGL Visibility (RVR):  

Wind Speed/Gusts:  15 knots / 21 knots Turbulence Type 
Forecast/Actual: 

Clear air / Unknown 

Wind Direction: 20° Turbulence Severity 
Forecast/Actual: 

Moderate / Unknown 

Altimeter Setting: 30.16 inches Hg Temperature/Dew Point: -4°C / -5°C 

Precipitation and Obscuration: Moderate - None - Mist 

Departure Point:  Belen, NM (BRG) Type of Flight Plan Filed: IFR 

Destination:  Corsicana, TX (CRS) Type of Clearance: IFR 

Departure Time: 12:05 Local Type of Airspace:  Air traffic control;Class 
C;Class E 

 

Archived ForeFlight information indicated that the accident pilot requested weather 
information for a planned flight at 11,000 ft at 1246 CDT with a planned departure of 1255 
CDT. The 1246 CDT weather briefing information contained weather information valid at 1246 
CDT including current METARs valid along the route of flight, PIREPs, AIRMETs, center 
weather advisory, a surface analysis chart, a graphical forecast for aviation, terminal 
aerodrome forecasts, turbulence cross section information, and the winds aloft information. 
According to ForeFlight, the pilot accessed convective weather imagery at 0728 and 0758 CDT. 
There is no record that the pilot requested or received any other weather information before or 
during the accident flight. 

The precipitation in the accident region was very light, and light accumulating freezing drizzle 
was reported at the surface. The accident site and surrounding area were covered by a center 
weather advisory and AIRMETs that warned of freezing rain, freezing drizzle, and light snow 
conditions along with moderate or greater icing conditions.  

A Lubbock Police officer in the area observed the accident and stated that the weather was 
cloudy and icy with mist. 
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Airport Information 

Airport: Lubbock Preston Smith 
International Airport LBB 

Runway Surface Type: Concrete 

Airport Elevation: 3282 ft msl Runway Surface Condition: Unknown 
Runway Used: 35L IFR Approach: RNAV 
Runway Length/Width: 11500 ft / 150 ft VFR Approach/Landing: Full stop;Straight-in 

 

 
 

Wreckage and Impact Information  

Crew Injuries: 1 Fatal Aircraft Damage: Destroyed 

Passenger Injuries:  Aircraft Fire: On-ground 

Ground Injuries: N/A Aircraft Explosion: On-ground 

Total Injuries: 1 Fatal Latitude, Longitude: 33.560626,-101.83486 

 

 

The responding Federal Aviation Administration (FAA) inspectors reported that the airplane 
impacted a residential area about 200 yards from the final recorded ADS-B point. A 
postimpact fire consumed most of the fuselage and the inboard sections of each wing. The 
inspectors found numerous chunks of ice in the wreckage near the wings, and ice still attached 
to some of the airplane’s leading-edge surfaces. The ice chunks were concave shaped and 
featured a smooth surface on the inside of the curve. The ice ranged in size from 1 to 2 inches 
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thick. 

 

Figure 2. Two of the ice chunks from the leading edge of the wings.  

A postaccident examination of the airplane revealed that the cabin air heat exchanger 
contained cracks in the metal barrier that separated the engine exhaust gas and the cabin air. 
The branching cracks exhibited fracture faces with corrosion and deposits on the surface 
consistent with the cracks being preexisting to the accident.  

Examination of the airplane did not reveal any other mechanical malfunctions or anomalies 
that would have precluded normal operation. 

  

 

Medical and Pathological Information 
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Toxicology testing performed by the FAA’s Forensic Services Laboratory on the pilot’s cavity 
blood and urine detected amlodipine and phentermine. Also, a carboxyhemoglobin level of 13% 
was detected in the cavity blood.  

Carbon monoxide (CO) is an odorless, tasteless, colorless, nonirritating gas formed by 
combustion as in a piston engine. CO binds to hemoglobin with much greater affinity than 
oxygen, forming carboxyhemoglobin; elevated levels result in impaired oxygen transport and 
utilization. Nonsmokers may normally have up to 3 percent carboxyhemoglobin in their blood; 
heavy smokers may have levels of 10 to 15 percent. This pilot was not a smoker. Acutely, lower 
levels of CO may cause vague symptoms like headache, nausea and mild confusion; increasing 
levels (40 percent and above) lead to profound confusion, seizures, loss of consciousness, and 
death. 

Amlodipine is a prescription blood pressure medication and is not considered impairing. 

Phentermine is a prescription medication intended for the short-term treatment of obesity. It 
is a Schedule IV controlled substance because it is related to amphetamines and has the 
potential for abuse. It carries this warning as a result, “Phentermine may impair the ability of 
the patient to engage in potentially hazardous activities such as operating machinery or driving 
a motor vehicle; the patient should therefore be cautioned accordingly.” 

 

 

 

Additional Information 
 

 

In September 2017, the NTSB issued Safety Alert SA-069 
(https://www.ntsb.gov/Advocacy/safety-alerts/Documents/SA-069.pdf) warning pilots of the 
dangers of carbon monoxide poisoning. The alert stated in part: pilots often overlook or 
dismiss the onset of symptoms and don’t connect them with the possibility of exposure to CO. 
Continued exposure increases risks to pilots, including impaired judgment and decreased 
ability to control the airplane and, eventually, incapacitation and death. As mentioned in the 
safety alert, the FAA has published two advisory circulars (AC 20-32B and AC 43-13-1B), 
Special Airworthiness Information Bulletin CE-10-19R1, and an informational brochure about 
the causes of and methods to detect and avoid carbon monoxide poisoning.  

 

 

 
 

https://www.ntsb.gov/Advocacy/safety-alerts/Documents/SA-069.pdf
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Administrative Information 

Investigator In Charge (IIC): Lindberg, Joshua   

Additional Participating 
Persons: 

Albert Hilliard; FAA FSDO; Lubbock, TX 
Casey Love; Textron Aviation; Wichita, KS 

Original Publish Date: May 19, 2022 

Last Revision Date:  

Investigation Class: Class 3 

Note: The NTSB did not travel to the scene of this accident. 

Investigation Docket: https://data.ntsb.gov/Docket?ProjectID=102196 

 

 

 

  

The National Transportation Safety Board (NTSB) is an independent federal agency charged by Congress with 
investigating every civil aviation accident in the United States and significant events in other modes of transportation—
railroad, transit, highway, marine, pipeline, and commercial space. We determine the probable causes of the accidents 
and events we investigate, and issue safety recommendations aimed at preventing future occurrences. In addition, we 
conduct transportation safety research studies and offer information and other assistance to family members and 
survivors for each accident or event we investigate. We also serve as the appellate authority for enforcement actions 
involving aviation and mariner certificates issued by the Federal Aviation Administration (FAA) and US Coast Guard, and 
we adjudicate appeals of civil penalty actions taken by the FAA.

The NTSB does not assign fault or blame for an accident or incident; rather, as specified by NTSB regulation, 
“accident/incident investigations are fact-finding proceedings with no formal issues and no adverse parties … and are 
not conducted for the purpose of determining the rights or liabilities of any person” (Title 49 Code of Federal Regulations 
section 831.4). Assignment of fault or legal liability is not relevant to the NTSB’s statutory mission to improve 
transportation safety by investigating accidents and incidents and issuing safety recommendations. In addition, 
statutory language prohibits the admission into evidence or use of any part of an NTSB report related to an accident in a 
civil action for damages resulting from a matter mentioned in the report (Title 49 United States Code section 1154(b)). A 
factual report that may be admissible under 49 United States Code section 1154(b) is available here.

https://www.ntsb.gov/about/organization/AS/Pages/aviation-classification.aspx
http://data.ntsb.gov/carol-repgen/api/Aviation/ReportMain/GenerateFactualReport/102196/pdf

