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Aviation Investigation Final Report

Location: Lubbock, Texas Accident Number: CEN15LA149
Date & Time: February 20, 2015, 10:17 Local Registration: N22267
Aircraft: Piper PA 32RT-300T Aircraft Damage: Substantial
Defining Event: Runway excursion Injuries: 2 None

Flight Conducted Under: Part 91: General aviation

Analysis

The private pilot was conducting a short-field takeoff from the private, 3,500-ft-long paved runway. He
reported that, upon reaching 80 knots indicated airspeed, he applied aft control yoke pressure to rotate;
however, the airplane did not respond to his control input. The pilot attempted to rotate a second time
using both hands on the yoke, but the airplane still did not rotate, and he aborted the takeoff as the
airplane crossed the runway midpoint. The pilot was unable to stop the airplane before it overran the end
of the runway into a plowed field, where the landing gear collapsed.

Postaccident examination did not identify any flight control system anomalies that would have
precluded normal airplane operation; however, testing of the airplane's airspeed indicator revealed that it
consistently read 5 knots higher than the calibrated test equipment. Consequently, the pilot likely
attempted to rotate at an actual airspeed that was 5 knots lower than intended. The pilot and his
passenger both reported that, shortly before takeoff, they heard someone broadcast on the airport
frequency that the local surface wind was from the west-southwest at 4 knots with 14 knots gusts;
however, a postaccident review of available weather data indicated the prevailing surface wind was
likely from the west-northwest between 9 to 15 knots with gusts as high as 23 knots. Wind from this
direction would have resulted in tailwind component of 4-8 knots, which would have increased the
airplane's takeoff distance and the ground speed required to achieve liftoff. It is likely that the
combination of the inaccurate airspeed indication and the tailwind component during takeoff resulted in
the airplane's inability to achieve a normal takeoff rotation at the expected point on the runway.

Probable Cause and Findings

The National Transportation Safety Board determines the probable cause(s) of this accident to be:
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The pilot's delayed decision to abort the takeoff after the airplane did not lift off as expected due to an
inaccurate airspeed indication and tailwind condition, which resulted in a subsequent runway overrun.

Findings

Personnel issues Delayed action - Pilot

Personnel issues Decision making/judgment - Pilot

Aircraft Instrument panel - Incorrect use/operation
Environmental issues Tailwind - Contributed to outcome
Environmental issues Tailwind - Effect on operation
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Factual Information

History of Flight

Prior to flight Flight instrument malf/fail
Takeoff Other weather encounter
Takeoff-rejected takeoff Runway excursion (Defining event)
Takeoff-rejected takeoff Landing gear collapse

On February 20, 2015, about 1017 central standard time, a Piper PA-32RT-300T single-engine airplane,
N22267, overran the end of the runway during an aborted takeoff at Lubbock Executive Airpark (F82),
Lubbock, Texas. The private pilot and passenger were not injured, and the airplane was substantially
damaged. The airplane was registered to and operated by the pilot under the provisions of 14 Code of
Federal Regulations (CFR) Part 91 as a business flight with an instrument flight plan. Day visual
meteorological conditions prevailed for the cross-country flight that had the intended destination of Fort
Worth Spinks Airport (FWS), Fort Worth, Texas.

The pilot reported that the accident occurred as he attempted a takeoff from runway 17 at F82. He
reported using a short-field takeoff technique with 25° of wing flaps selected. The pilot stated that while
they were taxiing toward runway 17 someone transmitted over the common traffic advisory frequency
(CTAF) that the surface wind was from 220° at 4 knots, with 14 knot gusts. The pilot held the wheel
brakes before starting the takeoff run until he had verified that the engine was developing takeoff power.
The pilot stated that upon reaching 80 knots indicated airspeed (KIAS) he applied aft yoke pressure to
rotate for liftoff; however, the airplane did not respond to his aft stabilator control input. The pilot
attempted to rotate a second time using both hands on the yoke, but the airplane still did not rotate and
he aborted the takeoff as the airplane crossed midfield. The pilot reduced engine power to idle and
applied wheel brakes; however, the airplane overran the end of the runway into a plowed field where the
landing gear collapsed. The left wing sustained substantial damage after the landing gear collapsed.

The passenger, who was the pilot's spouse, reported that before arriving at F82 they had repositioned
one of their cars at Lubbock International Airport (LBB) in case the surface winds increased or required
the east/west runway later in the day. While at LBB, she noticed that the departing airplanes were taking
off to the north. The passenger reported that after arriving at F82, the pilot performed the preflight while
she loaded their baggage. The passenger stated that as they taxied toward runway 17, she asked the pilot
about the current winds because she had previously observed airplanes departing to the north at LBB.
The pilot replied that the windsock indicated the current surface winds were out of the southwest.
Additionally, shortly before takeoff, she reported hearing someone transmit over the CTAF that the
current winds were from 220° at 4 knots, with 14 knots gusts. The passenger reported that although she
was seated in the right cockpit seat, she had monitored the airspeed indication during the takeoff. She
noted that the pilot attempted to rotate the airplane at 80 KIAS, but the airplane did not respond to his aft
pitch control input. She then observed the pilot grasp the yoke with two hands and pullback again with
no effect on airplane pitch. The pilot announced that he was aborting the takeoff, reduced engine power
to idle, and applied brakes. The passenger reported that although the airplane slowed considerably
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during the aborted takeoff, there was insufficient runway remaining for the airplane to come to a stop
before the end of the runway. She stated that the landing gear collapsed after the airplane encountered
soft soil located past the end of the runway. The passenger reported that the airplane came to rest on its
lower fuselage, and that they were able to exit the airplane uninjured through the cabin door.

Pilot Information
|

Certificate: Private Age: 59,Male

Airplane Rating(s): Single-engine land Seat Occupied: Left

Other Aircraft Rating(s): None Restraint Used: 3-point

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

Instructor Rating(s): None Toxicology Performed: No

Medical Certification: Class 3 With waivers/limitations Last FAA Medical Exam: August 15,2014
Occupational Pilot: No Last Flight Review or Equivalent: November 17,2013
Flight Time: 722 hours (Total, all aircraft), 37.5 hours (Total, this make and model), 672 hours (Pilot In

Command, all aircraft), 58 hours (Last 90 days, all aircraft), 19 hours (Last 30 days, all aircraft),
0 hours (Last 24 hours, all aircraft)

According to Federal Aviation Administration (FAA) records, the 59-year-old pilot held a private pilot
certificate with ratings for airplane single-engine land and instrument airplane. His most recent FAA
third-class medical certificate was issued on August 15, 2014, with a limitation for corrective lenses.

The pilot reported having 722 total hours of flight experience, all of which were flown in single-engine
airplanes. He had flown 672 hours as pilot-in-command, 111 hours at night, and 34 hours in actual
instrument meteorological conditions. He had flown 58 hours during the 90 days before the accident and
19 hours during 30 days before the accident. The pilot had not flown during the 24 hours before the
accident. His most recent flight review, as required by 14 CFR 61.56, was completed on November 17,
2013, in a Piper PA-28-180 airplane.

The pilot reported having 37.5 hours of flight experience in Piper PA-32RT-300T airplanes, all of which
were flown within the preceding 4 months. The pilot's only flight experience in T-tail equipped airplanes
was in Piper PA-32RT-300T airplanes. He had logged 2.9 hours in another Piper PA-32RT-300T before
his first flight in the accident airplane on November 21, 2014. The pilot reported that he had completed
22 flights and 43 takeoff and landings in the airplane before the accident.

Page 4 of 9 CEN15LA149



Aircraft and Owner/Operator Information

Aircraft Make: Piper Registration: N22267
Model/Series: PA 32RT-300T 300T Aircraft Category: Airplane
Year of Manufacture: 1978 Amateur Built:
Airworthiness Certificate: Normal Serial Number: 32R-7887252
Landing Gear Type: Retractable - Tricycle Seats: 6
Date/Type of Last September 1, 2014 Annual Certified Max Gross Wt.: 3600 Ibs
Inspection:
Time Since Last Inspection: 36 Hrs Engines: 1 Reciprocating
Airframe Total Time: 5044.83 Hrs at time of Engine Manufacturer: Lycoming

accident
ELT: Installed, not activated Engine Model/Series: TI0-540-ST1AD
Registered Owner: On file Rated Power: 300 Horsepower
Operator: On file Opfdrating Certificate(s) None

Held:

The 1978-model-year airplane, serial number 32R-7887252, was a low-wing monoplane of aluminum
semi-monocoque construction. The airplane was powered by a 300-horsepower, turbocharged, 6-
cylinder, Lycoming TIO-540-S1AD reciprocating engine, serial number L-5794-61A. The engine
provided thrust through a constant-speed, three-blade, Hartzell model HC-E3YR-1RF/F7673DR
propeller, serial number FM1976B. The 6-seat airplane was equipped with a T-tail stabilator, wing flaps,
and a retractable tricycle landing gear. The airplane had a useful load of 1,201 pounds and a maximum
allowable takeoff weight of 3,600 pounds. According to FAA documentation and the corresponding bill-
of-sale, the pilot purchased the airplane on November 29, 2014.

The last annual inspection was completed on September 1, 2014, at 5,008.74 hours total airframe time.
The recording tachometer indicated 5,044.83 hours at the accident site, which was the airplane's total
service time since new. The engine had accumulated 1,142.73 hours since its last overhaul. Review of
the maintenance records found no history of unresolved airworthiness issues. The airplane had two fuel
tanks, one located in each wing, and a total fuel capacity of 98 gallons. The pilot estimated that the
airplane had about 70 gallons of fuel before the flight. A postaccident weight-and-balance calculation
indicated that the ramp weight before the flight was 3,359 pounds and within the normal category
envelope limits with a center-of-gravity at 88.91 inches aft of the datum.
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Meteorological Information and Flight Plan
____________________________________________________________________________________________________________________________________________|

Conditions at Accident Site: Visual (VMC) Condition of Light: Day

Observation Facility, Elevation: LBB,3282 ft msl Distance from Accident Site: 11 Nautical Miles

Observation Time: 09:53 Local Direction from Accident Site: 358°

Lowest Cloud Condition: Visibility 10 miles

Lowest Ceiling: Broken / 26000 ft AGL Visibility (RVR):

Wind Speed/Gusts: 9 knots / Turbulence Type None / None
Forecast/Actual:

Wind Direction: 290° Turbulence Severity N/A / N/A
Forecast/Actual:

Altimeter Setting: 29.79 inches Hg Temperature/Dew Point: 13°C/-2°C

Precipitation and Obscuration: No Obscuration; No Precipitation

Departure Point: Lubbock, TX (F82) Type of Flight Plan Filed: IFR

Destination: Fort Worth, TX (FWS)) Type of Clearance: None

Departure Time: 10:17 Local Type of Airspace: Class G

A postaccident review of available weather data was completed by a Senior Meteorologist with the
National Transportation Safety Board (NTSB) to determine the surface wind direction, speed, and gust
factor at the time of the accident. The wide-area synoptic weather conditions included trough of low
pressure at the accident site and a high-pressure system located in southern Colorado. There was a 10-
hPa pressure gradient across the region that resulted in westerly surface winds of 5 to 10 knots with
gusts to 25 knots.

The nearest aviation weather station was at Lubbock International Airport (LBB) about 12 miles north
of the accident site. At 0953, about 24 minutes before the accident, the LBB automated surface
observing system reported: surface wind 290° at 9 knots, 10 miles surface visibility, broken cloud layers
at 26,000 ft above ground level (agl) and 30,000 ft agl, temperature 13°C, dew point -2°C, and an
altimeter setting 29.79 inches of mercury. At 1053, about 36 minutes after the accident, the LBB
automated surface observing system reported: surface wind 280° at 17 knots with 23 knot gusts, 10
miles surface visibility, scattered clouds at 26,000 ft agl and 30,000 ft agl, temperature 20°C, dew point
-4°C, and an altimeter setting 29.78 inches of mercury.

Postaccident wind calculations based on the 0953 weather report yielded a 8 knot crosswind and 4 knot
tailwind for a takeoff on runway 17 at F82. A wind gust of 15 knots would have resulted in a 13 knot
crosswind and 7 knot tailwind. The same wind calculations based on the 1053 weather report yielded a
16 knot crosswind and 6 knot tailwind; however, the weather report also included a 23 knot wind gust,
which would have resulted in a 22 knot crosswind and 8 knot tailwind.
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Airport Information

Airport: Lubbock Executive Airpark F82 Runway Surface Type: Asphalt
Airport Elevation: 3200 ft msl Runway Surface Condition:  Dry
Runway Used: 17 IFR Approach: None
Runway Length/Width: 3500 ft / 70 ft VFR Approach/Landing: None

F82, a public airport located about 5 miles south of Lubbock, Texas, was owned and operated
by Bre-Lene Logistics, LLC. The airport field elevation was 3,200 ft msl. The airport was served
by an asphalted runway 17/35 (3,500 ft by 70 ft) and a turf runway 7/25 (1,500 ft by 110 ft).
The airport was not equipped with an air traffic control tower.

Wreckage and Impact Information

Crew Injuries: 1 None Aircraft Damage:  Substantial

Passenger 1 None Aircraft Fire: None

Injuries:

Ground Injuries: N/A Aircraft Explosion: None

Total Injuries: 2 None Latitude, 33.485553,-101.812774(est)
Longitude:

A postaccident examination was conducted by FAA inspectors with the Lubbock Flight Standards
District Office. The FAA inspectors reported there were continuous tire skid marks that began about 810
ft from the departure end of runway 17. The airplane subsequently came to rest about 20 ft past the end
of the runway on a southwest heading. The airplane was found resting on its lower fuselage, with all
three landing gear collapsed. An aft movement of the control yoke revealed a slight stiffness about
halfway through its full aft travel; however, there was no binding or impediment that precluded full-aft
yoke travel. The FAA inspectors reported that the control column bushings appeared to be new and that
a small application of lubricant removed the slight stiffness that had been noted during their initial test.
Measurements of the stabilator's range of travel established that it conformed to the manufacturer's
design specifications. The cable tension for the upper and lower stabilator control cables measured 19
pounds and 21 pounds, respectively. According to the manufacturer's maintenance manual, when
corrected for outside temperature, the stabilator control cable tension should have been 33 pounds.
Although the measured cable tension was below the manufacturer's specification, the elevator control
cable system functioned as designed. The cockpit pitch trim indicator was in a slightly nose-up setting,
consistent with a takeoff trim configuration. Further examination and testing of the pitch trim system did
not reveal any anomalies with the anti-servo tab, rigging, or its corresponding travel associated with
stabilator movement. There were no anomalies identified with the aileron or rudder control systems.

The airplane's airspeed indicator was tested by an avionics technician under the supervision of the FAA
inspectors. The airspeed indicator remained installed in the instrument panel with no modifications to
the airplane's remaining pitot pressure system. The indicated airspeed was compared to the airspeed
generated by technician's calibrated equipment. The testing revealed that the airplane's airspeed indicator
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consistently read 5 knots higher than the actual airspeed generated by the test equipment.

Additional Information

The pilot reported that he had experienced two previous abnormal takeoffs since he purchased the
airplane. On December 20, 2014, the airplane did not liftoff when he rotated at 70 KIAS during the
takeoff run; however, the airplane subsequently became airborne when he made a second attempt to
rotate at a higher airspeed and with increased aft elevator input. On December 26, 2014, the airplane did
not liftoff when the pilot rotated at 80 KIAS during the takeoff run. The pilot immediately aborted the
takeoff and brought the airplane to a stop on the remaining runway.

According to the Piper PA-32RT-300T Pilot Operating Handbook (POH), the normal takeoff procedure
is to accelerate to 75 to 85 KIAS before applying back pressure to the control wheel to rotate into a
climb attitude. A short-field takeoff procedure (with the wing flaps set to 25°) is to accelerate to 65 to 69
KIAS before applying back pressure to the control wheel to rotate airplane into a climb attitude and then
after liftoff continue to accelerate to the desired climb airspeed.
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Administrative Information
|

Investigator In Charge (lIC): Fox, Andrew

Additional Participating Daniel J Vengen; Federal Aviation Administration - Lubbock FSDO; Lubbock, TX
Persons: Corey Wehmeyer; Federal Aviation Administration - Lubbock FSDO ; Lubbock, TX
Original Publish Date: November 15,2018

Last Revision Date:

Investigation Class: Class
Note: The NTSB did not travel to the scene of this accident.
Investigation Docket: https://data.ntsb.gov/Docket?ProjectID=90756

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.
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https://www.ntsb.gov/about/organization/AS/Pages/aviation-classification.aspx
http://data.ntsb.gov/carol-repgen/api/Aviation/ReportMain/GenerateFactualReport/90756/pdf

