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 FLYING LESSONS for  

June 16, 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 most 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: 
Last week we discussed gear up and gear collapse mishaps—perhaps the most common 
expression of pilot distraction (even given the relative number of fixed gear vs. RG airplanes, also 
explored last time). In response FLYING LESSONS reader, flight instructor and loss-of-control 
thought leader Ed Wischmeyer wrote (and gave me permission to reprint):  

Speaking of distractions, here’s what I wrote about a flight just a few days ago. Talk about distractions…I 
was in the RV-9A. 

In the instrument panel is a nutplate with a screw broken off in it. On a previous trip to the airport, I played 
with different drill bit sizes, using the butt end to find one that would just fit into the nutplate. I then ordered 
an assortment of copper rods (half the price of brass), cut an inch long piece of that diameter and one that fit 
inside it, to use as a drill guide to try to drill out the screw. The drill was a new 7 amp Craftsman that will 
turn faster than an air drill (!). It replaces my 50-year-old Craftsman drill that still works, mostly. Speed 
doesn’t help drilling out steel – slow and pressure is the way to go – and the screw proved every bit as tough 
as the drill bit. Gave up, put things back together to go fly before the evening EAA meeting – not another 
plane was to be heard. 

What I didn’t realize was that I was just in time for the evening airliner hour. 

Takeoff was easy on Rwy 19, runway heading, then turn right for a right downwind, Rwy 10, cleared for the 
option. I don’t recognize the controller’s voice – maybe a new transfer, maybe a trainee, dunno. 

A minute later, cleared touch and go only. Just touching down, was told to stop on the runway. Having 
been through a similar routine before, I explained that I could not legally do a Land And Hold Short. An 
obscure point is that the FAA has a list of takeoff and landing performance of certified aircraft, and that 
determines their eligibility for LAHSO. Experimentals don’t provide that information — for an amateur 
built, the manufacturer is the one who put it together, not the kit manufacturer — hence, are not legal for 
LAHSO.  
Tower observed that I was at taxi speed, and to stop on the runway to allow traffic crossing downfield, a 
bizjet waiting to take off. No problem. 

A bit of background to explain the next confusion. Hunter Army Airfield. KSVN, is about seven miles away. 
It shows up in the FAA databases, hence on everybody’s navigation systems, as “Savannah.” KSAV, the big 
airport in Savannah, is named “Savannah/Hilton Head International.” It shows up in the Leidos briefing 
system as “Hilton Head.” Go figure. There is also a different Hilton Head airport at the north end of Hilton 
Head Island, KXHD. 

So along comes a Bonanza whose pilot speaks like an older, good old boy. He reports airport in sight but the 
tower controller observes that he is headed towards Hunter, not KSAV. Maybe his onboard database is 
misleading. Over the next few minutes, the ever more exasperated but still polite tower gives the Bonanza 
vectors towards KSAV which are followed, sort of, and eventually the Bonanza is on right base for Rwy 
10. 

Meanwhile, I’m cleared for takeoff Rwy 10, runway heading, then the controller instructs they’ll call 
turn to left downwind for Rwy 19. Somebody, maybe clearance, had said this is the start of the airline hour, 
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as mentioned above. I tell tower that I’ll make the next one full stop. The controller, pretty obviously, could 
stand less traffic. 

Ahead of me in the traffic pattern is a Cessna 172 from the local flight school. I’m keeping a good 
distance behind them and ADS-B reports their groundspeed as 78 knots. Works for me, I’m at 80 knots 
airspeed. So the C172 is on final for Rwy 19 but has to go around because a pair of F/A-18s is slow going 
through the intersection. The C712 is told to turn right, make left downwind for Rwy 10. I’ve not been 
cleared to land yet, but I’m also told to make left traffic for Rwy 10.  

The C172 is on final for Rwy 10 when the good old boy in the Bonanza reports that he has landed gear 
up. I wonder about airport confusion, airport name confusion, controller induced stress when the Bonanza 
had to be given vectors multiple times and the controller told him that he was not complying, etc. 

C172, go around. (Again). "Make left traffic for Rwy 19, no, I meant right traffic."  

With the airport now down to one runway, tower apologetically says that they need to get all pattern traffic 
on the ground. No problem for me, I’ve already volunteered. 

Then comes an unusual call from the tower. “RV, where are you?” Oh, boy. “I’m in position to turn left base 
for Rwy 10, if it was open.” (Gear up Bonanza on the 
runway). Tower asks if I can see the C172 “ahead,” but 
ADS-B shows that he’s at my 7 o’clock. I say that he’s 
behind me. I volunteer to do a left 270 for right 
downwind for Rwy 19, but they have me turn right, 
directly onto right base for Rwy 19.  

Ahead of me, the C172 is on final for Rwy 19. They 
tell him to go around (yet again) so emergency 
vehicles can attend to the Bonanza. Cleared to land, I 
cut the corner to get on the ground more promptly and 
fly directly towards the end of Rwy 19. I ask for and 
receive permission for a long landing on Rwy 19, as 
my hangar is at the far end. Approved as requested. 

One trip around the pattern—flight track 

I’m on a half mile final when all of a sudden, out of 
nowhere, there’s a Southwest B737 on frequency, going 
150 knots on a three-mile final behind me. I ask tower 
if the long landing is still approved. No answer. 

I ask again, and, with confusion on both sides, I take a taxiway earlier than originally planned. I’m glad I’ve 
got the constant speed prop as the prior fixed pitch prop would not have let me decelerate as quickly. As I 
cross the hold short line, I see the B737, wings dark with full flaps, bright landing lights, starting to flare. 
When I call Ground, I say something like, “That was interesting,” eliciting an enthusiastic agreement. 

As I taxi in, I hear another plane on frequency with the same abbreviated call sign as tmyRV-9A, but 
he’s a Piper Cheyenne.  

I drop by the flight school and chat with the instructor who was in the C172. She makes the comment that the 
B737 “appeared out of nowhere,” so my situational awareness was not lacking there. 

An interesting day at the airport, lots of LESSONS to be learned by lots of people, and not just pilots. I’ve 
filed my third ASRS report about airport name confusion – filed one on the same topic last week – and 
maybe this one will help. 

See:  
https://mastery-flight-training.com/wp-content/uploads/2022/06/2022.0609-FLYING-LESSONS.pdf  
https://asrs.arc.nasa.gov/report/electronic.html  

Thanks for sharing your unusual experience, Ed. Confusion certainly reigned around the 
Savannah (Hilton Head) Airport that day.  

Readers, how would you have handled the situation? Do you have your own distraction 
scenarios to share? 
Comments? Suggestions? Questions? Let us know at mastery.flight.training@cox.net.  
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See https://pilotworkshop.com 
 

Debrief: Readers write about recent FLYING LESSONS: 

Frequent Debriefer Anthony Johnstone also wrote about last week’s report: 
This may make you crazy (or not!). [I] did a flight review a couple of weeks ago for an anesthesiologist from 
Tampa in a T-34A.  He had been involved with the T-34 formation guys but [had] no formal aerobatic 
training. We did some basics (stalls, slow flight, steep turns), then some acro that he had basically taught 
himself. Aileron roll and loop. Stalled out of the loop and the aileron roll was pretty untidy. We fixed that, I 
think. Also did a couple of spins which I think he was rather uncomfortable with. 

He came back a week later to do my spin course which I abbreviated since I am not that familiar with the T-
34 (although I would like to have one!). Doing a falling leaf, he managed to get us into a right spin using 
left aileron to pick up the right wing (he is a CFI and ATP but apparently that never got communicated). 

We didn’t do inverted or accelerated spins since I didn’t know how the aircraft would behave (but I suspect 
predictably based on its behavior otherwise). Did the base-to-final skidding turn scenario, initially clean, 
broke as expected into a spin to the inside. Then we tried it in landing configuration, gear and flaps down. 
Real world scenario. We got the same result. The aircraft spun to the inside with no buffet and the stall horn a 
second or two before the departure. Recovery uneventful, repeated three times. 

You are probably not in a big hurry to reproduce this in a Bonanza but the T-34 shares the same wing and 
landing gear. A masterpiece from Walter Beech, I think!  

No, I do a lot of steeps turns and stalls, but I don’t do the wild stuff in a Bonanza! Thanks, Tony. 
See https://mastery-flight-training.com/wp-content/uploads/2022/06/2022.0609-FLYING-LESSONS.pdf  

Business jet safety expert, past F/A-18 pilot and Mooney pilot Tom Huff addresses the core topic 
of last week’s report, landing gear discipline: 

My heart sank for the Mooney pilot that landed gear up during 
a practice LAPL [low altitude power loss] in your last FLW. It 
reminded me of past FLW exchanges. Perhaps some caveats 
for gear extension: If going to hard surface and able to make a 
key position parameters, put the gear down and fly the 
predictable and controlled profile. This significantly extracts 
risk from practice and by all means, practice! If going off 
airport and/or stretching glide, gear as necessary. 

In other words, if practicing a Power Off 180 or other 
engine-out-to-landing profile put the landing gear down 
before beginning the maneuver. Accept that this means 
you’ll need to begin the maneuver from a higher altitude. 
For example, it takes close to 1500 feet above runway 
height to fly a gear-down Power Off 180 in an A36 
Bonanza. I agree with you, Tom. Thanks for your input. 
See:  
https://aviation.stackexchange.com/questions/56773/in-a-practice-forced-landing-pfl-what-are-low-key-and-high-key-and-how-are-th  
https://www.boldmethod.com/learn-to-fly/maneuvers/why-every-pilot-should-practice-power-off-180-landing-technique/  

Reader and retired Pan American World Airways jet navigator and pilot Lew Gage adds:  
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Although you have a great amount of experience in seeking out data on gear up landings and have those data 
to substantiate your recommendations, I am still of the opinion that the most surefire method to avoid or at 
least GREATLY reduce the possibility of doing such a costly mistake is to NEVER extend any wing flap 
before the landing gear is extended and confirmed down. When I was instructing in the BPPP I saw many 
pilots that had very complicated methods of extending the wing flaps, making several (6 or 8 +/-) flap 
extensions which gave absolutely no benefit to the approach and landing. I convinced a number of them 
about extending the landing gear and confirming that it did extend and showed down and then make the flap 
extension in one movement of the flap control. I have found that sequence of gear/flap deployment to be 
suitable for both VFR and IFR flying in a Bonanza and also airplanes such as a Beech Baron or C310. I feel 
there is no need to do it any other way provided the pilot is at the skill level to change an old habit.  

Of course, I know there are airplane[s] such as swept wing turbo jets that require incremental flap extensions 
with some of that occurring before any landing gear extension is done. But those are a different type wing 
than our very simple straight wings. I have sought out and talked to a number of pilots that have made 
inadvertent gear up landings and all of the ones I talked to had the flaps fully down with the gear up and some 
of them had background noise cancelling headsets on that obscured any audible warning horns or buzzers. In 
fact, I have stopped several years ago using any flaps for landings, especially away from home base, since I 
have read a fair number of reports about landing with full flaps at an airport 200+/- miles from home base and 
the flaps would not retract. You can fly home with the gear down but if the flaps are fully down you are not 
going anywhere until they are retracted. If this happens on a Sunday at most airports you are just plain out of 
luck until Monday. 

Thanks, Lew. Regardless of a pilot’s gear technique, I think most gear up landings could be 
avoided by teaching and strict adherence to a simple habit: very deliberately check landing gear 
position on final approach. No matter what you did before this point, on final if the gear isn’t 
down go around. Can we all do this please? Think of the issues it could solve—lower 
insurance rates for all airplane types (not just RGs), greater acceptance of older pilots by 
insurance underwriters, substantial reduction in the decline of the general aviation fleet and many 
more. 

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 
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.   

 
Pursue Mastery of Flight. 

Thomas P. Turner, M.S. Aviation Safety  
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2008 FAA Central Region CFI of the Year 
Three-time Master CFI 
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