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FLYING LESSONS for  
February 4, 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: 
“Oh my god, Ginny!” 
A video was posted this week, taken at London Heathrow Airport, of a British Airways 
Airbus A321 landing in strong winds. The big jet looked smooth and stable on final approach 
under clear skies. But as it neared the ground 
you can see the Pilot Flying (PF) was working 
hard, easing the right wing down, feeling for the 
runway with the right landing gear.  

The right tires smoked when they bounced 
off the pavement and the airplane lifted into 
ground effect, the PF leveling the wings.  
Next it hit hard on both main trucks, the 
struts flexing as the airplane pitched up into a high angle of attack. It then reared up dangerously 
onto the left mains, wing very low to the ground, and the pilot hauled back raising the pitch up so 
high the tail very nearly struck the runway. The large jet then climbed at a steep deck angle—I 
can feel the angle of attack as I watch the video. 

You can see the wings wobble as the jet climbed in a go-around. But if you watch closely 
you’ll see the nose push down—the PF lowered angle of attack into a normal climb attitude.  
See https://www.youtube.com/watch?v=tj9JCE4Kqfg&feature=youtu.be  

The truth about stalls was quantified by AOPA’s Air Safety Institute in a 2017 study titled  
“Stall and Spin Accidents: Keep the Wings Flying.” This report “analyzes 2,015 stall accidents 
between 2000 and 2014, and concludes with recommendations for prevention, 
recognition, and recovery from stalls while offering ideas on a shift in focus for 
stall awareness, prevention, and recovery.”  

AOPA notes: “Perhaps surprisingly, more stalls occur during the departure 
phases of flight (takeoff, climb, and go-around) than in the arrival phases 
(approach, pattern, and landing).” FLYING LESSONS explored the real real-
world stall record in “How We Lose It,” the October 29, 2020 report. 
See:  
https://www.aopa.org/-/media/files/aopa/home/pilot-resources/safety-and-proficiency/accident-analysis/special-reports/stall_spin.pdf 
https://www.mastery-flight-training.com/20201029-flying-lessons.pdf  
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It’s generally assumed that a stabilized approach results in a good landing. What is meant 
by “stabilized” may not be what we often think stabilized means (we’ve addressed this many 
times, including these 2011 LESSONS. The FAA considers an approach stabilized if it follows a 
constant angle of descent on final approach to the point where the landing flare begins. 
Airspeed, angle of attack, power, rate of descent and even airplane configuration may or may not 
remain constant. You might have to make small changes to one or more of these variables to 
execute a stabilized, constant angle approach. 
See https://www.faasafety.gov/files/gslac/library/documents/2011/Dec/59270/111208%20FLYING%20LESSONS.pdf  

To make a good landing I emphasize this constant angle descent as part of being in the 
zone for landing. The zone is the result of observing the airplane’s current state (on the desired 
target, above it or below) and trend (maintaining state, trending toward target or trending away 
from it). You’re checking for the state and trend of several variables. On short final, say, from 
400 to 500 feet Above Ground Level (AGL), check that all of the following apply—the airplane is: 

• Properly configured. This means the power is set as normal or expected, the flaps are 
in the planned landing position and retractable landing gear, as applicable, is down. 	

• On speed. At the proper landing attitude (this is an important configuration cross-check), 
the airspeed is at your final approach speed +5/-0 knots— VREF = 1.3 x VSO or as 
recommended by the Pilot’s Operating Handbook (POH), including added speed for a 
gust factor or if landing with partial or no flaps. 	

• On glide path. This may be an electronic glideslope from an ILS or derived by GPS, a 
visual glide path following a VASI, PAPI or similar guidance, or simply a stationary aim 
point on the runway that is within the touchdown zone. The touchdown zone is +/-100 
feet of an identified spot (U.S. Commercial Pilot standard), approximately 1000 feet from 
the runway threshold or one-third of the total runway length from the threshold, whichever 
is shorter. 	

• Aligned with the runway centerline, and you are having no trouble maintaining 
alignment. 	

Also confirm the pattern and the runway are clear and, at a tower-controlled airport, you are 
cleared to land. 
See https://www.mastery-flight-training.com/20200213-flying-lessons.pdf 

Don’t wait for the flare to decide whether to land. Begin checking your airplane’s state and its 
trend toward the landing zone as soon as you enter final approach. If the state and trend are not 
correct on final approach, begin your go-around then…before you’re smoking tires or hitting 
hard.  

If you’ve trimmed the airplane on final approach—and you should, to guide and not fight the 
airplane—applying power will cause it to pitch up…perhaps enough to trend it into a stall, 
especially in nose-heavy airplanes like typical twins and/or anything with a turbocharger or 
modified with a heavier-than-standard engine or propeller. In these airplanes you may have to be 
like the PF in that British Airways Airbus, and push the controls forward as aggressively as 
needed to hold but not exceed the go-around attitude and angle of attack while trimming off the 
pressure to establish a climb.  

AINOnline’s Matt Thurber wrote this week about the [Cessna] Citation Jet Pilots 
Association’s (CJP’s) Safe to Land initiative. Quoting Matt’s article, 

…the Citation Jet Pilots Owners Association (CJP), in partnership with the industry, commissioned a study 
and simulator testing not only to assess pilots’ existing performance but also to develop a more logical and 
realistic method of evaluating the stability of approaches. 

Results of the study exceeded CJP’s and study partner research group Presage’s expectations. Research 
results were released in October at CJP’s annual convention in Palm Springs, California, as the Safe to Land 
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initiative. The study was funded by the CJP Safety and Education Foundation, FlightSafety International, 
Textron Aviation, Garmin, NBAA, and the Air Charter Safety Foundation. 

“It’s a very simple, repeatable technique,” explained Richard Meikle, FlightSafety International's executive 
v-p of safety and regulatory compliance. Simulator testing, which FlightSafety donated as its contribution to 
the program, showed that pilots understood and picked up on the technique quickly, appreciating how it 
applies to their typical single-pilot jet operations, as opposed to adherence to multi-pilot, big-airplane 
stabilized approach procedures that don’t always translate to smaller airplanes. In fact, the new CJP-
derived approach procedure could be used with almost any type of airplane. 

I’ll be looking into CJP’s program and seek its permission to “translate” what I can for pilots of 
lighter single-pilot aircraft.  
See: 
https://www.ainonline.com/aviation-news/business-aviation/2022-02-01/pilot-association-aims-curb-runway-excursion-
accidents?fbclid=IwAR1FauH5VBPlBN_msOw-vu9E9xez6bLvsPXAf04qlmoHN9h4gN3196NJ_L4  
https://www.citationjetpilots.com  

Even the best, stabilized and “in the zone” approach may be jostled into instability and the 
potential for loss of control by winds, wake turbulence, a bounce or hard landing or other external 
factors. If instability begins in the final moments of landing you must go around…there are 
multiple definitions of “salvage,” and you don’t want attempting to salvage a landing to devolve 
into a different type of salvage. 

Going around is as natural a part of flying as landing or taking off...or it will be, if you maintain 
a high level of proficiency, occasionally practice the task and are mentally prepared for a go-
around every time you land.  
Comments? Suggestions? Questions? Let us know at mastery.flight.training@cox.net.  

See https://pilotworkshop.com 

 

Debrief: Readers write about recent FLYING LESSONS: 

Reader Tom Huff, a former F/A-18 pilot and now chief pilot for a major business aircraft 
manufacture, writes about the January 20th LESSONS and the Debrief in last week’s report 
stemming from a discussion of wake turbulence upsets: 

The UPRT recovery technique and subsequent comments caught my attention. I don't think chopping the 
power is an appropriate response as a first step. Unless I missed the memo, the most important thing is to 
unload the wing and then roll to nearest horizon. That's what needs to be practiced to be instinctive and 
immediate (with emphasis). Then, "power as required" to finish recovery.  

Perhaps chopping the power comes from stall/spin procedure, nose low unusual attitude response or 
assumption that a significant low condition always results - not true. The upsets I've had were during 
approach and very low to the ground, from wake or mechanical turbulence. I wanted more smash, not 
less. And, that fan out front provides at least some blown-surface effectiveness.  

The procedure remains unchanged (unload and roll) despite being low to the ground. It's not irrelevant! To 
help enhance recovery skill, Ed Wischmeyer's Enhanced Envelope Exercises (E3) can help...one has you 
perform full deflection rolls. I would guess many have never used full control input in flight and don't have 
an appreciation of their aircraft's lateral control power at lower speeds. More here.  

I was surprised to see power reduction as the first step in the sources I quoted last week from the 
UPRT (upset recovery training) industry too, Tom. Industry leader Paul “B.J” Ransbury (whom 
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Tom Huff and I worked with on the NBAA Safety Committee) calls for adding power in a wake 
turbulence recovery. From BJ’s Aviation Performance Solutions (APS) website: 

IF YOU FIND YOURSELF IN WAKE TURBULENCE: POWER – PUSH – ROLL – GO AROUND 

POWER – Whenever you are low and slow, add the power, you’ll need it 

PUSH – Unload the wings or “push” on the yoke until you are slightly “light in the seat.” This reduces the 
angle attack of the wings which gives you better roll control with the ailerons, reduces the drag on the aircraft 
for better acceleration, and if you are rolling over, slows your decent towards the ground. 

ROLL – We often get asked, “which way do I roll, with or against the roll?” That is a tough one to answer 
and is why pilots get all that extra “pilot pay!” Of course, if you have the choice, you’d always like to roll 
(unloaded) to the nearest horizon. If there isn’t a nearest horizon, or if you have rolling momentum, continue 
to roll (unloaded) in that direction to the horizon. 

GO AROUND – Never try to salvage a landing after a traumatic event like that. Take it around the pattern, 
wind your watch and take a deep breath and get back to the task at hand … landing the aircraft. Once safely 
in the hangar, then think about what happened, how you could prevent it in the future, and let other folks 
know what happened so they can also learn from the experience. 

Lastly, the point that the wake upset recovery was “irrelevant,” which I had quoted, is in the 
context of the very low altitude at which most wake upsets occur does not permit recovery even if 
the pilot does everything right. That’s why it is vital to avoid a wake encounter. Advisory Circular 
90-20G is the latest FAA guidance on avoiding wake turbulence. Thanks, Tom. 
 
See: 
http://www.mastery-flight-training.com/20220120-flying-lessons.pdf  
http://www.mastery-flight-training.com/20220127-flying-lessons.pdf  
https://youtu.be/70EMcCCpOsk  
https://www.apstraining.com/resource/faa-advisory-circular-ac-90-23e/  
https://www.faa.gov/documentLibrary/media/Advisory_Circular/AC_90-23G.pdf  

Tom Huff (and last week’s Debrief) mentioned Ed Wischmeyer, who himself writes about last 
week’s LESSONS on airspeed control and the relative merits of angle of attack indicators in light 
aircraft, as well as the FAA’s new emphasis on energy management: 

Here’s a short video showing AOA in my RV-9A in conditions not all that gusty. The big takeaway is that 
airspeed can be read at a glance, but AOA has to be looked at for a while to figure out what it’s telling you. 
Ever notice that all of the AOA promotional videos are shot in calm air on very stable approaches? And 
there’s so much more to it… 

Angle of Attack is displayed on Ed’s panel with a vertical stripe of bars immediately to the right of 
the airspeed indicator.   

I find the digital nature of airspeed tapes rather than analog (“steam gauge”) airspeed indicators 
provides the same challenge, although with practice it’s possible to fly quite precisely with 
airspeed (and altitude) tapes. If an AoA indicator on a light training airplane was factory-calibrated 
and had the fidelity of even a legacy airspeed indicator, it would be interesting to study the 
relative success of training pilots entirely by reference to AoA, with no airspeed indication, 
compared to pilots as trained now. Could such a pilot fly as precisely? Would they be measurably 
better at understanding the practical aspects of angle of attack? Would those pilots have fewer 
loss of control accidents over their flying careers?  

Ed adds: 
Here’s a trip around the pattern, using only energy management and AOA — no mention of airspeed or 
altitude, just like the FAA wants. Enjoy! 

I think your video expresses your opinion on the recent update to the Aeronautical Information 
Manual (AIM). I know it illustrates the nature of trying to change an entire training paradigm when 
the previous method, if practiced properly, provides acceptable results (a common education 
system complaint from my now-retired high school teacher wife). In your video you state, “Now 
coming up on our desired quantum of potential energy….” I can just hear a controller direct me to 
“climb and maintain 1.22 kilojoules.” Of course, that would make altitude aircraft type- and even 
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current weight-specific, and unworkable in the real world. But I think I known your intent in the 
video. Energy management is an alternate way of explaining the relationship between power, 
airspeed and altitude. If a student or certificated pilot is having difficulty understanding these 
relationships, and that person is receptive to thinking in scientific terms, it might make the 
difference in completing that person’s understanding. Whether we think about it at all, if we fly 
well we manage the energy. 

I wrote about this AIM change and what I called “practical energy management” in the January 
issue of the American Bonanza Society’s magazine (membership is required to read the article). I 
concluded that article with this: 

Flying an airplane well is an art. But most true artists are masters of the science 
behind it (whether they think in those terms or not) and command the variables to 
create an elegant result. 

Thanks for your comments and both of these videos, Ed. I look forward to flying your E3 program 
with you. 
See: 
https://www.youtube.com/watch?v=XsEHHfist0c  
https://www.youtube.com/watch?v=y7vGaI47SsI 
https://www.faa.gov/regulations_policies/handbooks_manuals/aviation/airplane_handbook/media/05_afh_ch4.pdf  
https://www.bonanza.org/globalassets/magazine/2022/january-2022.pdf#page=44  

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

 
See www.nafinet.org.  

 

Geeking out 
I was pleased and honored to be a guest on the Airplane Geeks podcast #689 this week. Most of 
my participation was discussing the safety and educational programs at my professional job 
(beginning at about 53 minutes into the program). But I was asked to add to the Geeks’ weekly 
discussion of aviation news, including an in-depth discussion of last week’s LESSONS on the 
mixed messages we’ve seen lately about the general aviation accident rate. That discussion 
begins about 15 minutes into the podcast. Take a listen. Thanks to Max Flight, David Vanderhoof 
and Rob Mark—the Airplane Geeks.  
See:  
HTTP://AirplaneGeeks.com/689 
www.bonanza.org  
https://www.mastery-flight-training.com/20220127-flying-lessons.pdf  

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.   
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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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