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FLYING LESSONS for  
February 10, 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: 
The website software issue I mentioned last week turned into the need to rebuild the Mastery 
Flight Training, Inc. website, a process that is under way but not yet complete. I will include pdfs 
of last week’s and this week’s reports on the new site when it’s available, as well as a complete 
update of the Beech Weekly Accident Update since the last post.  

This week’s report goes straight to the Debrief, in part because I’ve spent a lot of my usual 
development time working on the new website but mainly because once again our readers have 
so much good information to share. 

If you can’t wait and want me to email you the February 4th FLYING LESSONS, a pdf of this 
week’s report, and/or the Beech Weekly Accident Update status, please email me at 
mastery.flight.training@cox.net and I’ll send it/them to you. I apologize for the inconvenience (and 
thank my FLYING LESSONS financial supporters who are helping me pay for the website work).  

On to the Debrief…. 
Comments? Suggestions? Questions? Let us know at mastery.flight.training@cox.net.  

See https://pilotworkshop.com 

 

Debrief: Readers write about recent FLYING LESSONS: 

Reader John Majane writes about last week’s LESSONS about bounced landings and go-
arounds: 

Interesting you have something about going around. An apparently current [Beech] Bonanza pilot and his 
wife died going around at the Salem Airport in Oregon [on January 29th]. [A] witness said he bounced, 
applied power, pitched up and it appeared to stall and spin in. 
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Hi, John. I’ve been watching the Salem crash closely and know the two people who perished. I’ve 
written more about this in the Beech Weekly Accident Update, which I’ll post online as soon as I 
complete my website rebuild. 

Sometimes when there’s a lot of online speculation about a crash without a lot of hard evidence, I 
write a FLYING LESSONS Weekly about a similar event that is better documented. In this case 
the Airbus go-around video had just popped up online and it gave me a better subject to discuss 
issues of stabilized approaches and angle of attack control while going around. 

John replied: 
Thanks Tom. Really sad about the Bonanza crash. It does appear he just lost control of the plane in the go 
around. You really have to be ready in our planes. I mostly fly solo and there is a lot of up trim to keep it at 
90 mph. I find that you don't have to "mash" the power doing a go around. I slowly put the throttle in 
just like takeoff. Count one one thousand to five one thousand. It slows down everything and allows me to 
keep up with the plane. On missed approaches [it’s the] same thing. It seems one key to safety is to take 
your time, be methodical and be ready. I probably do a couple go arounds a year. Usually at fly in events 
where the shenanigans of other pilots are pretty insane. But out of maybe 100+ landings a year only two 
[go-arounds] is pretty small percentage. When I was actively teaching a go around was part of every 
lesson. It is a serious maneuver and the reaction needs to be almost automatic. 

I began teaching the “trimmed stall” before I recall seeing that term in FAA manuals, after 
detecting the trend of stalls during takeoff or at the beginning of a go-around in the accident 
statistics. In many training airplanes the trim is at or very near the takeoff position if pressures are 
trimmed off at final approach speed in the landing configuration. In more nose-heavy airplanes, 
including the late-1950s vintage Bonanza at Salem, trimming for final approach results in a 
setting much more nose-up than the safe takeoff position. Combined with a rapid power increase, 
and often insufficient rudder to offset the increased propeller turning tendencies in a high angle of 
attack/low airflow condition, this can (and does) often set up a stall with yaw that would turn into a 
spin if the airplane were higher up when it occurs. Like you, I include go-arounds in virtually all 
the training I provide…even when a customer comes to me for an Instrument Proficiency Check 
(IPC). Thanks again, John. 
See http://www.mastery-flight-training.com/20220127-flying-lessons.pdf  

Reader Alan Lord adds: 
I am a regular [FLYING LESSONS] reader. A couple of days ago there was a fatal crash in central Ohio near 
Newark-Heath airport (KVTA). The pilot (sole occupant) was a 75-year-old former Air Force pilot flying a 
Cessna 182.  It was a bright, clear day with little to no wind, so weather should not have been a problem.  He 
had just completed a touch-and-go at KVTA and the crash occurred shortly thereafter.  It was about 1:45 in 
the afternoon.   

I am based at KVTA and thus I have a local bias about learning more about this incident. I don’t know if it 
will fit your profile for something to look at, but the good flying conditions leading to a sudden crash may 
provide some interesting learning ideas. Maybe your research has already caused you to review and discard 
this particular incident for discussion.  Clearly, and unfortunately, you have many accidents to choose from 
on a weekly basis. 

So far, the only detail on this crash is in the FAA preliminary report, which states simply that the 
aircraft “departed and crashed under unknown circumstances.” So I haven’t had much to develop 
on it, at least yet. Maybe we’ll know more when the NTSB investigation preliminary report is 
posted. At first glance, however, one possible scenario would prompt LESSONS similar to last 
week’s and that discussed above about the Salem, Oregon Bonanza crash. A Cessna 182 is 
typically a nose-heavy airplane, so the trim may have been a factor. The Skylane’s large flaps, if 
not retracted properly, may have caused drag (or, if raised too fast, reduced list) that could have 
continued as well. Certainly last week’s LESSONS apply to flying a C182 even if the actual cause 
in Ohio was different. I’ll watch the NTSB reports to see if we learn anything more. Thank you, 
Alan. 
See https://www.10tv.com/article/news/local/licking-county-ohio-deadly-plane-crash/530-c99d49a6-d483-4ca0-ab7c-b9dc577d1c35  

Reader (and I believe first-time Debriefer) Kirk Dewyea writes: 
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On crosswind landings tailwheel pilots know: you don't stop flying the aircraft until it's 
parked.  Crosswind inputs [in the Airbus video featured last week] were relaxed allowing the wing to lift.   

Good eye, Kirk. Tailwheel airplanes are generally less forgiving of imprecise control than tricycle 
gear types. But precision and aircraft control are not just for tailwheel pilots, as you pointed out 
about the A320 at Heathrow. Thank you, too. 

Reader Sam Dawson continues: 
Reference a stabilized approach: It's not enough to just have gates, but pilots must perform actions at 
those gates. For example, in a transport jet you probably want to have the landing gear down and airspeed 
180 knots or less by 1500 feet AGL. By 1000 feet, you probably want to be configured for landing, checklists 
complete, and close to stable. If anything is out of parameters you should note it and have it corrected by 
500 feet [AGL].  At 500 feet you should verbally make one of two calls: Stable, meaning you meet all 
stable criteria; or Unstable, going around if you are outside the parameters at this point. It's not enough 
to say, "we should be stable."  

Pilots are geared towards mission accomplishment. We need to set up hard gates, verbalize them, and, if 
not stable by a set altitude, go around. For GA this may be 500 feet or may be a little lower. But it should 
not be some nebulous point. 

That parallels what I teach, and what I’ve written many times in FLYING LESSONS.  Turning 
final, or in a straight-in approach and when visual at no less than 400 feet above the ground (in 
light piston airplanes), consciously evaluate whether you are:  

• On speed, with a decelerating trend toward reaching the airplane’s 50 foot speed as you 
cross the runway threshold; 

• In configuration (flaps, extended landing gear in retractable gear airplanes);   
• On glidepath to your identified touchdown zone; and    
• Aligned with the runway centerline with no sideways drift.    

If at that point you do not meet one or more of these criteria or have reason to doubt you 
will not attain all four goals before crossing the runway threshold, go around. Don’t wait to 
make the decision closer to the ground if the outcome is in doubt as you enter final. 

Crossing the threshold, or the last obstacle, or the beginning of the landing area (if it’s not a 
purpose-built aircraft landing surface), if you are not correct in all four of these criteria then go 
around immediately. Don’t try to salvage the landing if too fast (or too slow), out of landing 
configuration, above or below glidepath, or out of alignment with the runway. Thank you, Sam. 

Reader Rick Baron asks: 
One time you wrote about what I believe you called "critical maneuvering speed" which is Vso x 1.5. I would 
very much like to re-read this article if you can point me in the right direction. 

Hi, Rick. I think you’re talking about a video, posted a few years ago, by former airline pilot and 
YouTuber Dan Gryder. In that video he covers providing engine-out scenarios during a flight 
review (an approach I called a “home run”), and the separate concept of applying the airline 
concept of minimum maneuvering speed to light airplane operations. He uses 1.404 x VSO as this 
Vmin (I also address this unusual number and the insignificant difference between this and the 
more conventional 1.4 VSO).  

I introduced Dan’s video in the October 3, 2019 FLYING LESSONS Weekly and asked readers 
for their comments. I received several and published them, along with my own comments and 
development cased on these Debrief items, in the October 31, 2019 report. In that Debrief I cover 
that we have at least as many accidents as a result of flying too fast for landing and failing to 
climb from excessive speed after takeoff as we do stalls on the approach end of the airport (which 
are actually fairly rare, historically). I stress the importance of flying well below Dan’s VMIN speed 
for takeoff and landing, and that it’s more important to fly the proper airspeed that to remain 
faster than some arbitrary airspeed that is already too fast for the hazard it’s meant to avoid. You 
can read more about this in the 10/3/19 and 10/31/19 FLYING LESSONS.  
See:  
https://www.mastery-flight-training.com/20191003-flying-lessons.pdf  
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https://www.mastery-flight-training.com/20191031-flying-lessons.pdf  
 
Frequent Debriefer, aerobatics instructor and son-of-a-Spitfire-pilot Tony Johnstone wraps it up 
this week:  

Regarding energy management [in the February 4 LESSONS]: I don’t do any primary instruction anymore, 
but I did quite a lot previously. I routinely covered the airspeed indicator and had my students fly the 
pattern using attitude and auditory cues. Seemed to work pretty well. In my Decathlon, most of the time 
from the back seat I can’t see the ASI but I can tell how the airplane is flying based on how the attitude looks. 
Energy management is indeed the key. Jets are one thing, but GA piston airplanes can definitely be flown 
based on attitude and auditory cues. you just have to know how to recognize them. 

It’s been a very long time since I taught primary instruction also, Tony, but I did something similar. 
Teaching in the venerable Cessna 152 when my own Total Time was less than 400 hours, one of 
my students flew into a cloud of June bugs, one of which lodged in the pitot tube (I defy any 
FLYING LESSONS reader to intentionally go out and catch a bug in your pitot tube!). We landed 
just fine, of course, but it occurred to me that this could just as easily have happened on that 
student’s first solo flight instead of with me (and my vast experience!) on board. From that point 
onward I required a learner (to use today’s latest term) to take off, climb into the pattern, descend 
and land, all with the airspeed indicator covered, before I endorsed that pilot for his/her first solo 
flight. I still do that occasionally with experienced pilots in their high performance airplanes to see 
if they have a feel for the controls to match (or exceed) their command of the more mechanical 
aspects of technological flight. Readers, ask your instructor to let you try this. Instructors, add this 
as another unique and useful “wow moment” that measures and increases the pilot’s airmanship. 
Thanks, Tony.  
More to say? Let us learn from you, at mastery.flight.training@cox.net.  

 

 
See www.nafinet.org.  

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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