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Aviation Investigation Final Report 

 
 

Location: Thibodaux, Louisiana Accident Number: CEN25FA281 

Date & Time: July 23, 2025, 06:35 Local  Registration: N2611 

Aircraft: BELL HELICOPTER TEXTRON 
206L-1 Aircraft Damage: Destroyed 

Defining Event: Collision with terr/obj (non-CFIT) Injuries: 1 Fatal 

Flight Conducted Under: Part 137: Agricultural 

Analysis  

 
The accident occurred during the first application flight of the day while the pilot was applying 
pesticide to a sugar cane field. He departed from a temporary operating area about one-third 
mile from the field to be sprayed. According to on-board position data, about one minute later, 
the helicopter was aligned with the spray field, and the spray system was on. At that time, the 
helicopter was at an altitude of about 59 ft mean sea level (msl) and traveling about 49 miles 
per hour. The final Ag-Nav data point was recorded at 0653:42 when the helicopter was about 
0.50 nm from the power lines and at an altitude of about 43 ft msl. The sugar cane crop was 
about 6 to 8 ft high and a tree line bordered the west edge of the field. 

A set of powerlines was located about 180 ft from the north edge of the field being sprayed. 
The lines consisted of three transmission and two static lines. The static lines were about 85 ft 
above ground level (agl) at the supporting H-frames. The south static line was broken during 
the accident sequence. The operator noted that the transmission line was marked and 
included in the geospatial mapping data provided for the flight. 

The fuselage came to rest about 60 ft north of the severed static line. The right landing skid 
forward of the attachment strut was separated and located about 70 ft south the static line. 
The upper surface of the separated skid exhibited repetitive abrasion marks consistent with 
contact to the static line. The outboard portions of both main rotor blades had separated and 
were located within the debris field. Both blade leading edges exhibited repetitive abrasion 
marks consistent with contact to a powerline. 

The tailboom was separated at the aft fuselage and fragmented. The tail rotor blades and 
transmission were intact, and the tail rotor gear box rotated freely by hand. Examination of the 
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flight control system did not reveal any anomalies consistent with a preimpact failure or 
malfunction. 

The engine did not exhibit any anomalies consistent with a preimpact loss of engine power. 
Engine drive train continuity was confirmed. Rotational witness marks were present on both 
the main drive (power output) shaft, as well as the tail rotor drive shaft consistent with engine 
operation at impact. 

The investigation revealed no preimpact anomalies with respect to the helicopter. The forward 
portion of the right landing skid contacted the static line causing it to separate from the 
airframe. Secondary contact to the main rotor blades and the subsequent separation of both 
blades resulted in the loss of control of the helicopter. 

The pilot reported a history of diabetes. However, the A1c noted in the toxicology report 
indicated good long-term control, and the vitreous glucose indicated a low probability of major 
metabolic disturbance from extreme high blood sugar. However, other diabetes effects such 
as fatigue or blurry vision could not be excluded based on available medical evidence. 

The pilot had conducted agricultural application operations for many years and was familiar 
with the specific field being sprayed. Additionally, the transmission line was marked and 
included in the mapping data provided for the flight. Helicopter position data did not cover the 
final portion of the flight due to the data buffering aspects of the system architecture. This 
prevented a detailed determination of the flight path as the helicopter approached the 
powerlines. 

Based on the available information, the pilot slightly misjudged the helicopter flight path which 
resulted in contact of the right landing skid to the static line and, ultimately, loss of control of 
the helicopter. The exact reason for that misjudgment by the seasoned agricultural pilot could 
not be determined. 

 

Probable Cause and Findings 

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

The pilot’s failure to maintain clearance to powerlines during an agricultural application pass. 
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Findings 

Personnel issues Monitoring environment - Pilot 

Aircraft Altitude - Not attained/maintained 
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Factual Information 

 

History of Flight 

Maneuvering-low-alt flying Collision with terr/obj (non-CFIT)  (Defining event) 

Uncontrolled descent Collision with terr/obj (non-CFIT) 

 

 

On July 23, 2025, about 0635 central daylight time, a Bell Helicopter 206L-1, N2611, was 
destroyed when it was involved in an accident near Thibodaux, Louisiana. The pilot was fatally 
injured. The helicopter was operated as a Title 14 Code of Federal Regulations Part 137 
agricultural application flight. 

The operator reported that the pilot and ground support crew relocated the helicopter from the 
operator’s base in Abbeville, Louisiana, to Thibodaux on the afternoon before the accident. 
According to ADS-B data, the pilot landed about 1803. No ADS-B data was recorded for the 
helicopter on the day of the accident. 

The accident occurred during the first application flight of the day while the pilot was applying 
pesticide to a sugar cane field. The operator noted that on the day of the accident, the pilot and 
ground crew met about 0530. Data recovered from an Ag-Nav unit onboard the helicopter 
revealed that the pilot departed from the overnight location in Thibodaux about 0629. The pilot 
flew to a temporary operating area which was about 0.35 nm south of the field to be sprayed. 

At 0634:43, the pilot departed from the temporary operating area and proceeded to the field to 
be sprayed. At 0635:40, the helicopter was aligned with the spray field, and the spray system 
was on.  At that time, the helicopter altitude was about 59 ft mean sea level and it was 
traveling about 49 miles per hour. The final Ag-Nav data point was recorded at 0653:42. At that 
time, the helicopter was about 0.50 nm from the power lines and at an altitude of about 43 ft. 
No additional position data was available to the investigation. 

The spray field was oriented northeast-southwest (030° - 210°), and the sugar cane crop was 
about 6 to 8 ft high. A tree line bordered the west edge of the field. The fields immediately east, 
north, and northeast of the field being sprayed were fallow. The helicopter impacted the fallow 
field immediately northeast of the spray field. 

A set of powerlines was located about 180 ft from the north edge of the field being sprayed. 
The lines consisted of three transmission and two static lines. The static lines were about 85 ft 
above ground level (agl) at the supporting H-frames. The south static line was broken during 
the accident sequence. 
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Pilot Information  

Certificate:  Commercial Age: 67,Male 

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

Seat Occupied: Right 

Other Aircraft Rating(s):  Helicopter Restraint Used:  4-point 

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

Instructor Rating(s):  Airplane multi-engine; Airplane 
single-engine; Helicopter; 
Instrument airplane 

Toxicology Performed:  Yes 

Medical Certification: Class 2 Waiver time limited 
special 

Last FAA Medical Exam: February 25, 2025 

Occupational Pilot: Yes Last Flight Review or Equivalent: February 26, 2025 

Flight Time: 28528 hours (Total, all aircraft), 9443 hours (Total, this make and model), 28328 hours (Pilot In 
Command, all aircraft), 78 hours (Last 90 days, all aircraft), 78 hours (Last 30 days, all aircraft), 
4 hours (Last 24 hours, all aircraft) 

 

 

The 67-year-old male pilot’s last aviation medical examination was February 25, 2025. He was 
issued a second-class medical certificate which was not valid for any class after February 28, 
2026. His first Authorization for Special Issuance for diabetes requiring medication had been 
granted in 2003. His most recent authorization was granted June 30, 2025.  

The pilot completed biennial wire strike prevention training (Flying in the Wire Environment) on 
February 23, 2024, and according to the operator, had flown the specific treatment site about 1 
to 2 times per year for several years. Overall, the pilot had over 43 years of aerial application 
experience in Louisiana, specifically in sugarcane operations. 
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Aircraft and Owner/Operator Information  

Aircraft Make: BELL HELICOPTER 
TEXTRON 

Registration: N2611 

Model/Series: 206L-1  Aircraft Category: Helicopter 

Year of Manufacture: 1980 Amateur Built:  

Airworthiness Certificate: Restricted (Special) Serial Number: 45417 

Landing Gear Type:  Skid Seats:  7 

Date/Type of Last Inspection: July 18, 2025 100 hour Certified Max Gross Wt.: 4150 lbs 

Time Since Last Inspection: 35235.7 Hrs Engines: 1 Turbo shaft 

Airframe Total Time: 35243.6 Hrs at time of 
accident 

Engine Manufacturer: Allison 

ELT: C126 installed Engine Model/Series: 250-C28 

Registered Owner: JBI South Leasing LLC Rated Power: 650 Horsepower 

Operator: Joe Brigham Inc. Operating Certificate(s) 
Held: 

Agricultural aircraft (137) 

Operator Does Business As: JBI Helicopter Services, Inc. Operator Designator Code: FTYG 

 

 

Meteorological Information and Flight Plan 

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

Observation Facility, Elevation: KHUM,9 ft msl Distance from Accident Site: 15 Nautical Miles 

Observation Time: 06:47 Local Direction from Accident Site: 157° 

Lowest Cloud Condition: Scattered / 5500 ft AGL Visibility 7 miles 

Lowest Ceiling: None Visibility (RVR):  

Wind Speed/Gusts:  0 knots / 0 knots Turbulence Type 
Forecast/Actual: 

None / None 

Wind Direction: 0° Turbulence Severity 
Forecast/Actual: 

N/A / N/A 

Altimeter Setting: 30.06 inches Hg Temperature/Dew Point: 27°C / 25°C 

Precipitation and Obscuration: No Obscuration; No Precipitation 

Departure Point:  Thibodaux, LA (PVT) Type of Flight Plan Filed: None 

Destination:  Thibodaux, LA (PVT) Type of Clearance: None 

Departure Time: 06:34 Local Type of Airspace:  Class G 
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Airport Information 

Airport: N/A  Runway Surface Type:  
Airport Elevation: 20 ft msl Runway Surface Condition: Vegetation 
Runway Used:  IFR Approach: None 
Runway Length/Width:   VFR Approach/Landing: None 

 

 
 

Wreckage and Impact Information  

Crew Injuries: 1 Fatal Aircraft Damage: Destroyed 

Passenger Injuries: N/A Aircraft Fire: None 

Ground Injuries: N/A Aircraft Explosion: None 

Total Injuries: 1 Fatal Latitude, Longitude: 29.801294,-90.773972 

 

 

The fuselage came to rest about 60 ft north of the south static line and exhibited extensive 
crushing damage consistent with impact. The right landing skid forward of the attachment 
strut was separated and located about 70 ft south the static line. The upper surface of the 
separated skid exhibited repetitive abrasion marks consistent with contact to a powerline, and 
the fracture surface appeared consistent with an overstress failure. 

The engine and main rotor transmission remained securely attached to the airframe. The main 
rotor mast was fractured at the transmission housing consistent with overstress. The 
separated portion of the mast with the rotor hub and inboard segments of the main rotor 
blades attached was lying adjacent to the fuselage. The outboard segments of both main rotor 
blades with the blade tips intact were located about 50 ft from the fuselage. 

The tailboom was separated at the aft fuselage and fragmented. The aft 6-foot section was 
positioned about 110 ft from the fuselage. The tail rotor blades and transmission were intact, 
and the tail rotor gear box rotated freely by hand. The tail rotor drive shaft segments had 
separated consistent with fragmentation of the tail boom. 

The pilot (right side) cyclic and collective control continuity were confirmed from the control 
sticks to the servo actuators. The left control tube from the actuator to the fuselage upper 
deck bellcrank was separated consistent with overstress. The center and right control tubes 
were intact, as were the pitch change links from the bellcrank to the lower portion of the swash 
plate. The co-pilot (left side) cyclic and collective controls were not installed. The pilot (right 
side) anti-torque pedal continuity exhibited multiple separations consistent with impact. The 
copilot (left side) pedals were present and properly locked out from operation.  
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The engine remained within the engine compartment but exhibited extensive impact damage. 
Continuity was confirmed from the compressor through the accessory gearbox to the 
starter/generator, as well as to the gas generator turbine. The power turbine rotated freely by 
hand and exhibited no evidence of operational damage or failure. Rotation of the power turbine 
resulted in corresponding rotation of the main and tail rotor drive shafts. Drive train continuity 
through the main rotor transmission to the main rotor mast was confirmed. 

Rotational witness marks were present on both the main drive (power output) shaft, as well as 
the tail rotor drive shaft. The steel shaft had disengaged from the tail rotor drive train 
consistent with the accident sequence. The steel shaft left evidence on the aft firewall of 
continued rotation after disengagement. The oil cooler fan exhibited extensive rotational 
damage consistent with engine operation at impact. 

Borescope examination of the combustion section (via the fuel spray nozzle port) revealed no 
evidence of abnormal combustion or operational damage of the combustion liner.  

  

 

Medical and Pathological Information 
 

 
The Jefferson Parish Forensic Center (Harvey, Louisiana) performed an autopsy of the pilot. 
The pilot’s death was attributed to blunt force injuries sustained in the accident.  

Toxicology testing performed at the FAA Forensic Sciences Laboratory found no 
carboxyhemoglobin, ethanol, or drugs of abuse. Glucose (131 mg/dL) was detected in urine. 
No glucose was detected in vitreous. The pilot’s hemoglobin A1c was 6.3%. Salicylic acid 
(aspirin) was detected in urine. Metformin was detected in blood and urine. 

Metformin is a prescription oral medication commonly used for blood sugar control in 
diabetes. It is not typically impairing. The pilot reported a medical history of diabetes and use 
of the prescription diabetes medications metformin and semaglutide. (The FAA toxicology 
testing does not test for semaglutide.)  

 

 

 

Additional Information 
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The operator noted that the transmission line was marked and included in the geospatial 
mapping data provided for the flight. 

The manufacturer of the AgNav unit stated that the unit will write 20 data records into volatile 
memory (buffer) before that data is written to the non-volatile memory (hard drive). When 
electrical power is interrupted abruptly, such as in an accident sequence, the data being held in 
the volatile memory will be lost. 

 

 

 
 
Administrative Information 

Investigator In Charge (IIC): Sorensen, Timothy   

Additional Participating 
Persons: 

Dean Johnson; FAA Flight Standards; Baton Rouge, LA 
Kurt West; JBI Helicopters Inc.; Pembroke, NH 
Gary Howe; Bell Textron Inc.; Fort Worth, TX 
Jack Johnson; Rolls-Royce Engines; Indianapolis, IN 

Original Publish Date: August 19, 2026 

Last Revision Date:  

Investigation Class: Class 3 

Note:  

Investigation Docket: https://data.ntsb.gov/Docket?ProjectID=200614 

 

 

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/200614/pdf
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