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FLYING LESSONS for  
January 27, 2022 

 

FLYING LESSONS uses recent mishap reports to consider what might have contributed to accidents, so you can make 
better decisions if you face similar circumstances.  In almost all cases design characteristics of a specific airplane have 
little direct bearing on the possible causes of aircraft accidents—but knowing how your airplane’s systems respond can 
make the difference in your success as the scenario unfolds. So apply these FLYING LESSONS to the specific airplane 
you fly.  Verify all technical information before applying it to your aircraft or operation, with manufacturers’ data and 
recommendations taking precedence.  You are pilot in command, and are ultimately responsible for the decisions 
you make.      

FLYING LESSONS is an independent product of MASTERY FLIGHT TRAINING, INC. www.mastery-flight-training.com  

Pursue Mastery of Flight™ 

This week’s LESSONS: 
Mixed Messages 
For many years the rate of general aviation accidents has generally trended down. Both the 
total number of non-commercial accidents and the rate at which these accidents occur for each 
estimated 100,000 flying hours have improved slowly but fairly steadily over the past decade.  

Recently a rapid release of multiple years’ accident data, frequent updates caused perhaps by 
COVID delays to data review, gives us mixed messages. AOPA Air Safety Institute’s 2019 Nall 
Report evaluation of National Transportation Safety Board (NTSB) data, released in October 
2021, states the rate of both total and fatal accidents had gone up. “The overall total and fatal 
accident rates for 2019 saw an upward trend,” according to AOPA. 
See https://www.avweb.com/flight-safety/accidents-ntsb/nall-report-finds-rise-in-fatal-accident-rate-for-2019/  

Less than a month later an NTSB press release reported that accidents rates were down 
in 2020, even when taking into account the reduced flying in The (First) Year of COVID. NTSB’s 
2020 synopsis includes, “Most aviation deaths in 2020 took place during general aviation 
operations, where 332 were killed, compared to 414 the year before. The 2020 fatal accident rate 
in general aviation was 1.049 accidents per 100,000 flight hours, compared to 2019’s rate of 
1.064.”  
See https://www.ntsb.gov/safety/Pages/research.aspx  

The following month, December 2021, AOPA posted a panel-discussion video that touted 
2021 as the safest year in aviation ever—something for us to feel very good about. 
https://www.youtube.com/watch?v=lS5534FdXfs&t=2026s   

Yet only a month after that, that is to say last week, AOPA and the National Business 
Aviation Association (NBAA) issued a joint press release in which NBAA President Ed Bolen and 
AOPA President Mark Baker warn of: 

…an appreciable uptick in general aviation accidents since late last year and [they] are encouraging pilots to 
slow down and go back to the fundamentals of professionalism. 

Speaking during an NBAA webinar…AOPA president and CEO Mark Baker called the recent uptick “a bit 
frustrating and concerning” particularly since “we came through last year with the safest general aviation 
record in all time, and we all know the activity was up significantly.” 

While proud of the result, the accident and fatality trajectory this year is much greater, he said, adding 
that what makes this trend frustrating is that they are involving experienced crews that are still making 
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mistakes. “This is a time for people to pause and say, ‘What have we done here to make sure that we're 
launching safely and we're not taking risks…and following the procedures and checklists?’” he said. “It’s a 
very concerning year and we don't like to be on news at 11 as the lead story. And unfortunately, we've had a 
number of those here recently.” 

NBAA president and CEO Ed Bolen agreed. “Being safe and being perceived to be safe are essential for 
our industry to grow. And the accidents that we're looking at in the last part of last year are very 
troubling because of [they involved] trained pilots operating sophisticated equipment in places they're 
familiar with in situations where applying the professional discipline that we are accustomed to and that we 
promote doesn't seem to have been reflected.” 

While investigations are still underway for these accidents, Bolen said, “We're not seeing that these are 
mechanical challenges. We're seeing these are errors in judgment, errors in practices, and those are 
things that are within our control.” 

See https://www.ainonline.com/aviation-news/business-aviation/2022-01-20/baker-bolen-caution-over-uptick-accidents  

We’re getting mixed messages. In October we’re told things are getting worse.  In 
November they say things are better; in December we’re safer that we’ve ever been. But in 
January we’re cautioned that things are getting worse. So what are we supposed to believe?  
The issue is that although the accident rate (events per 100,000 hours flown) fluctuates up 
and down, the total numbers are small enough that it only takes a small increase or decrease 
to show as a large percentage of increase. A small fluctuation one way or the other in the 
number of crashes changes a few numbers up or down in the hundredths place in the 
accident rates that form the basis of these reports. We revel when the number goes slightly down; 
we reel when the number goes slightly up. 

For more than a decade the number and rate of serious and fatal general aviation 
accidents has remained low but frustratingly steady. That’s the bigger number to worry about. 

 
Legendary aviation 
author Richard L. Collins’ last 
book, published shortly after his 
death in 2018, put it masterfully 
in its title: The Next Hour: The 
Most Important Hour in your 
Logbook. Trending up or trending 
down, the overall safety record of 
general aviation operations 
doesn’t really matter if you fly as 
if your best flight ever is the one 
you’re preparing for or making 
now. What’s important is how 
safely you command your 
aircraft each time you fly. 

 

 

 
I’m currently reviewing and documenting my notes and margin comments on Collins’ book, similar to those I 
posted about the classic Stick and Rudder. When complete I’ll post these notes on my website like those notes 

I made on Langweishe’s most famous work. 

See: 
https://www.sportys.com/the-next-hour-paperback.html  
https://www.amazon.com/Stick-Rudder-Explanation-Art-Flying/dp/0070362408  
http://www.mastery-flight-training.com/notes-and-comments-on-the.html  
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We all know how we’re supposed to fly an airplane:  

• Remain current and proficient, and if either lapse get some instruction and practice to 
return to a high state of proficiency.  

• Plan your flight thoroughly, then fly your plan—while being flexible if the plan must 
change.  

• Know what performance to expect, compare actual performance to your 
expectations, and if there’s a discrepancy check it out before beginning or continuing 
a flight.  

• Use standard operating procedures or, if conditions require you to deviate from 
your SOPs, do so carefully after considering how the different technique will affect your 
safety of flight.  

• Use checklists to confirm you’ve followed your procedures correctly.  
• Adhere to all limitations including those on the aircraft and yourself as a result of 

proficiency, currency, medical condition, fatigue and stress.  
• Stay well within the boundaries of the weather, the regulations and good sense.   

Do these things and your accident risk will be as low as it can possibly be. 
 
Comments? Suggestions? Questions? Let us know at mastery.flight.training@cox.net.  

See https://pilotworkshop.com 
 

Debrief: Readers write about recent FLYING LESSONS: 

Apologies: In last week’s Debrief I quoted a detailed item on considerations for choosing where 
to go in the event of a partial power loss. Unfortunately I misidentified the author, an increasingly 
frequent Debriefer. Reader Dean Brown is a plot, flight instructor and Air Traffic Controller. He’s 
taken on the personal mission of helping controllers learn how best to help pilots in aircraft in 
distress. I’m sorry, Dean, for my mistake. Thanks again for your informative ideas. 

Reader Stephen Vook responds to last week’s LESSONS on wake turbulence encounters: 
Low time pilot (~70 hours) on a night flight with my wife flying around PGUM (Guam, where I got my 
Private certificate). We passed through an area where an approaching 747 had passed several minutes earlier 
about 1000 feet above. We were suddenly and violently rolled 90° to the right. You can imagine how much 
fun that was for the wife on her third flight with me. Being night time on the south end of Guam, the visual 
references for recovery were few and far between.  

Clearly it worked out, Stephen. That’s a unique place to have learned to fly. Thank you.  
See http://www.mastery-flight-training.com/20220120-flying-lessons.pdf  

Reader Bill Mimms shares his experience: 
Some years ago, I was flying a B-737 into Boston Logan airport.  We were vectored behind an A320 to final 
for runway 27.  I estimate that we were about 2.5 miles plus or minus, behind the Airbus. Descending 
through 1000 feet on the glideslope, we hit the wake turbulence from the A320, and rolled to an almost 90 
degree bank, instantly. We were able to recover and land safely. After that, I treated the A320 as a "heavy' on 
approach. 
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Glad you made it out OK as well, Bill. We tend to think of wake turbulence encounters as 
something that a big airplane does to a little airplane. Reader William Eilberg adds: 

I appreciate your pointing out that we pilots have often been trained improperly regarding wake turbulence, 
and that it is not true that no vortices are produced until the airplane is lifting off the ground. On this subject, 
your readers should view the video posted on Catherine Cavagnaro's website where one can see that 
vortices are produced even by a single-engine Cessna, while still on the takeoff roll.  The vortices are present 
whenever a wing is moving through the air; it's just a matter of degree. 

That’s an interesting and effective way to demonstrate wake generation. Catherine is a FLYING 
LESSONS reader also; thank you, William, and Catherine, well done. 
See:  
https://www.youtube.com/watch?v=c-Eab3buKzM  
www.aceaerobaticschool.com  

William Eilberg continues more specifically on the Cirrus crash that prompted our discussion: 
I fly much of the time from KRNO [Reno, Nevada], which is a Class C airport, with two main parallel 
runways. During the last two years or so, flying in Reno has become a bit more tricky, because one runway or 
the other has been closed for construction.  Thus, we GA pilots have had to share the same runway with a 
steady stream of airliners. 

I probably should not say this, but if I had been the pilot of that Cirrus, I would have told a white lie, and 
would not have immediately reported the airliner in sight. I would have done this in order to delay the 
beginning of my base turn, and thereby to create more spacing from the airliner. I am always reluctant to tell 
the controller too soon that I see the traffic, as I know that the controller's next instruction will be to follow 
the traffic, and that I am now responsible for my own safety. I might have told a white lie, but I would still be 
alive. 

Another tactic I use in Reno is to ask the controller for permission to extend my downwind leg, as the Cirrus 
was already doing. In Reno, terrain can limit the length of an extended downwind, but that should not have 
been such a problem in Knoxville. 

The controllers at KRNO are usually very accommodating. Indeed, we had a wake turbulence accident in 
Reno, a few years ago, in which everyone aboard a Bonanza was killed. The controllers thereafter seemed to 
be noticeably more cautious about spacing for wake turbulence. 

There’s no need to lie, William. When you report the preceding traffic in sight you assume 
responsibility, as I stated last week, for avoiding that traffic and it’s wake turbulence. If told to 
follow the preceding traffic you are expected to extend your pattern as needed to avoid its wake. 
You may, of course, always ask—but as you said, as pilot in command you are always 
responsible for your own safety. Do what you are permitted to, and must do, to avoid the wake. 
Thanks again, William. 

Reader and flight instructor Brian Sagi writes: 
Great article. I knew the pilot of the Cirrus…. I am wondering if distraction had something to do with the 
accident here…. 

Small correction: transport category aircraft use spoilers (usually automatically deployed) to destroy lift after 
touchdown. This helps the aircraft brake more effectively. Therefore, the amounts of wake a transport 
category aircraft generates after touchdown is much diminished. 

Important comments: prevailing winds have a huge effect on wake turbulence, whether the wake ends up 
lingering over the runway, or drifts from one runway to an adjacent runway. As in your Travel Air example, 
some aircraft generate more wake turbulence than comparable-sized aircraft. Here is an example of an 
Antonov AN-2 (MTOW 11,900 lbs) leading a Robin DR-400 four-seater to crash. The AN-2 may not seem 
like a much larger aircraft than the DR-400. See https://www.youtube.com/watch?v=ktqo2Mqqdlk. 

As usual, avoidance is the best policy. Still, upset recovery training can help. The relevant component of 
recovery are: 1. Getting used to unloading the aircraft whenever the wings pass knife edge, and 2. “going 
with the flow” and continuing to roll through inverted should the rate of roll so dictate. Both actions require 
deliberate and repeated training to engrain, as most pilots are inclined by instinct to do the exact opposite: 
pull (which results in a spiral into the ground), and try fight to reverse the roll even when it has a lot of 
momentum (this prolongs the time the airplane is not generating lift in the “up” direction). Either way, a 
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wake encounter close to the ground, regardless of training, is likely to be fatal. Awareness and 
avoidance are key! 

I’ve read in several places that the Cirrus pilot may have been making a demonstration of his 
company’s heads up display (HUD) system when the crash occurred, which makes your theory of 
distraction a possible contributing factor. If the internet rumors are true I’m sure the NTSB will 
consider them in its investigation.  

The Upset Recovery training community no longer advocates the idea of “rolling through” an 
upset—the airplane may recover with the lowest G load, but virtually all airplanes will lose 
hundreds or even thousands of feet at best in the process. The preferred method now is chop 
the power, unload the wing (push controls toward the panel) and “roll to the nearest 
horizon.” Unless the airplane has rolled more than 180 degrees in the upset, most sources today 
agree, the best response is to reverse the roll back toward level. One adds, this “is an advanced 
technique and may not work when too low to the ground where there is just not enough room to 
maneuver.” Several FLYING LESSONS readers are in that business and will probably chime in 
with the latest recovery philosophies.  

You’re precisely right, Brian: close to the ground this is irrelevant because there is no room 
to recover regardless of technique. As you said, awareness and avoidance are key. Thank 
you, Brian.  
See: 
https://skybrary.aero/articles/recovery-wake-vortex-encounter  
https://www.experimentalaircraft.info/flight-planning/aircraft-wake-turbulence.php  

Reader Randy Meyers takes us back to recent LESSONS on hard landings. Randy writes: 
I've been interested in the most recent discussions and posts on bouncy/hard landings. I have almost 1000 
landings now in my 1969 M20C Mooney Ranger. I can count on one hand the times I've had to waive off 
because of a bounce. However, I recall each of them vividly, and make a conscious effort on each and 
every landing to maintain the correct airspeed (at least I try to). As a Marine jet aviator for 27 years 
(primarily AV-8B Harriers, A-4 Skyhawks, and T-2C Buckeyes), one lesson I took from Naval aviation is 
"Meatball, line up, angle-of-attack." In GA terms, that's "glideslope, line up, airspeed." I don't have an 
AOA gauge in my Mooney, but I work hard to maintain the correct airspeed for my configuration and pattern 
position. After the landing checklist and rolling on final, I do self-talk..."glideslope. line up, airspeed." 
That procedure helps me stay disciplined in the pattern leading to a stabilized approach. Keep up the great 
work! 

A good landing is the result of a good approach. And a good approach is the result of being in 
the zone—on speed, in configuration, on glidepath and aligned with the runway centerline, 
or as you say, “glideslope, line up, airspeed.”  

As an aside, I fly with and like a general aviation angle of attack indicator. But AoA devices 
installed under the FAA’s NORSEE program, which do not require meeting stringent certification 
requirements, do not have the accuracy or fidelity of the primary AoA devices you flew in the 
Marines, or that you’d find on some commercial and business jets. EAA Vice President and four-
time space shuttle astronaut Charlie Precourt recently wrote in his Sport Aviation safety column, 

Angle of attack has been in wide use in military aircraft for decades but has struggled to find a similar place 
in general aviation. Part of that has to do with a lack of systems available for GA with sufficient accuracy and 
ease of use.  

NORSEE-style AoA indicators are good trend indicators. I liken them to traditional stall warnings 
with the exception that AoA devices provide trend indication and visual cues well before the point 
the stall warning horn will sound. I find them to be a great confidence builder that the speed I’m 
flying is the speed I should be flying under existing conditions. In most FLYING LESSONS 
readers’ airplanes, however, airspeed is still the primary lift generation reference. Your emphasis 
on airspeed is exactly correct, Randy—not too fast, not too slow, but on the correct speed. 
Thank you. 
See:  
http://www.mastery-flight-training.com/20220113-flying-lessons.pdf  
https://fsims.faa.gov/wdocs/8900.1/v04%20ac%20equip%20&%20auth/chapter%2014/04_014_017.htm  
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https://www.eaa.org/eaa/news-and-publications/eaa-magazines-and-publications/eaa-sport-aviation-magazine  

More to say? Let us learn from you, at mastery.flight.training@cox.net.  
 

 
See www.nafinet.org.  

 

Carbon Monoxide Advisory 

The U.S. National Transportation Safety Board (NTSB) continues to recommend the installation 
and use of carbon monoxide (CO) alarms in aircraft. Especially when temperatures prompt pilots 
to use cabin heat, we continue to read about accidents where pilot incapacitation as a result of 
CO exposure appears to be a cause. 

As part of its recommendation and education efforts, NTSB reminds us it has several videos that 
warn of the CO hazard and suggest strategies for avoiding CO-related crashes. See: 

• Safety Alert – “Pilots: Prevent Carbon Monoxide Poisoning” 
• Video – “Pilots: Prevent Carbon Monoxide Poisoning” 
• Safety Alert – “Mechanics: Prevent Carbon Monoxide Poisoning” 
• Video – “Mechanics: Prevent Carbon Monoxide Poisoning” 
• NTSB Safety Compass blog – “General Aviation’s Silent Killer in the Sky” 

Search for these and more on the NTSB’s website.  
See https://www.ntsb.gov/Pages/home.aspx  

 

Share safer skies. Forward FLYING LESSONS to a friend 

 
Please help cover the costs of providing FLYING LESSONS through the secure 

PayPal donations button at www.mastery-flight-training.com.  

Or send a check to Mastery Flight Training, Inc. to 247 Tiffany Street, Rose Hill, Kansas USA 67133. 
Thank you, generous supporters.   

 
Check out the latest list of my Publications, Presentations and Webinars for 2022 

See http://www.mastery-flight-training.com/this_months_articles.html  
 

 
Pursue Mastery of Flight. 

Thomas P. Turner, M.S. Aviation Safety  
Flight Instructor Hall of Fame Inductee 
2021 Jack Eggspuehler Service Award winner 
2010 National FAA Safety Team Representative of the Year  
2008 FAA Central Region CFI of the Year 
Three-time Master CFI 
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