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FLYING LESSONS for  
August 12, 2021 

 

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: 
A chilling video made the rounds this week, the horrific takeoff crash of a SAIA Marchetti 
SM-1019B. The warbird, an Italian-built two-seat liaison turboprop based on the Cessna O-1/L-19 
Birddog, pitched up steeply immediately upon liftoff, before rolling steeply left and nosing into the 
ground. As reported on AVweb, the pilot, alone in the aircraft, was famed Naval aviator and 
airshow pilot Dale “Snort” Snodgrass.  
See:  
https://www.youtube.com/watch?v=EvODKP32Vq4&t=3s  
https://www.avweb.com/aviation-news/video-shows-snodgrasss-plane-pitch-up-before-fatal-crash/   

The AVweb report wisely defers most analysis to the NTSB’s eventual investigation, 
although it does note the airplane lifted off in a three-point attitude rather than the pilot using 
elevator to raise the tail into a two-point stance for the takeoff roll that the report’s author 
suggests would be more expected. 

I’ll also avoid speculation as to the cause of this particular tragedy. The very short flight profile 
in the video reminds me of other similar cases, however—most notably, a friend I lost a few years 
ago in a case that turned out to be an elevator that was rigged backward, so pulling back on the 
stick commanded “nose down” and pushing forward moved the elevator to “nose up.” As I did 
then, however, and in other cases like this military crash and these LESSONS as well, I’ll use this 
latest crash as a reminder of things we should do on every flight to prevent similar accidents. 
See:  
http://www.mastery-flight-training.com/20170427-flying-lessons.pdf  
http://www.mastery-flight-training.com/20160519-flying-lessons.pdf  
http://www.mastery-flight-training.com/20170330-flying-lessons.pdf  

These are some of the things that might cause an airplane to pitch up into a stall immediately 
after liftoff, and what we can do to prevent, detect and correct them: 

1. Incorrectly set trim. 

2. Control lock left installed. 

3. Object in the cabin interferes with control movement. 

4. Rock, snow, ice, or other foreign object prevents full control movement. 

5. Seat comes unlatched and slides rearward, causing the pilot to pull back on the controls. 

6. Electric trim runaway. 
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7. Elevator control cables reversed.  

8. Control stick comes disconnected 

9. Overly aggressive pull on the controls, intentionally or otherwise, that results in excessive 
pitch and stall or roll into a spiral. 

10. Airplane loaded aft out of center of gravity limits. 

11. Cargo shifts aft, resulting in an aft-out-of-limits condition. 

12. Pilot medical incapacitation. 

Possibilities 1 and 6 can be mitigated by use of the Before Takeoff checklist and, if  electric 
trim is installed, the autopilot/electric trim preflight procedure contained in the Supplemental Type 
Certificate (STC) Supplement in the airplane’s Pilot’s Operating Handbook (POH) or Airplane 
Flight Manual (AFM). Takeoff trim setting can change with weight distribution and/or whether you 
use flaps for takeoff (read the POH/AFM). In many airplanes, especially nose-heavy types, the 
typical trim position upon landing may be different, and much more nose-up, than the safe takeoff 
trim setting. 

Scenarios 2, 3, 4 and 7 are mitigated by a simple Controls – Free and Correct check. I use 
a “box check” as described here, moving the controls through their entire range of motion and not 
only confirming the controls do not bind, but also that the control surfaces respond correctly to my 
inputs. I perform the controls check before engine start…there’s no reason to start the engine if 
the controls are binding or incorrect, and all the better to catch a control lock or something 
jammed in a control. I then perform the check as directed on the Before Takeoff checklist, and 
make one final “controls free” confirmation just before taxiing onto the runway for departure. 
See http://www.mastery-flight-training.com/20160519-flying-lessons.pdf  

Condition 5 is detected and avoided by rocking the seat to ensure it is secure. In several 
airplane types a check of seat security is even mandated by Airworthiness Directive as a result of 
this type of crash. 

Especially for conditions 1 and 7, any time the airplane has been in the shop for any 
reason, pay special attention to the proper connection and movement of flight controls and trim. 
This evaluation includes looking into the cabin as you move the controls by hand to see the yoke 
or stick moves correctly to the changes you provide, and/or enlisting help to watch the controls for 
you. It also includes setting the cockpit trim indicator to neutral or zero, if they are so marked, and 
confirming the trim tab(s) are flush with the control surfaces. Cockpit indicators usually do not 
directly reference the trim tab position, just the position of the drum to which the indicator mounts. 
If “zero” in the cockpit does not equate to zero on the control surface, then the takeoff setting may 
not result in a safe takeoff trim setting. 

Scenario 8, the disconnected control column or stick, might be detected during preflight 
inspection and/or through the “feel” of the Controls – Free and Correct check.  
Situation 9 is a matter of knowing the correct pitch attitude for VX, VY or faster initial climb as 
adjusted for power changes that result from density altitude…and having the practiced discipline 
to use the correct attitude for the performance you choose, as well as avoiding temptation to 
“show off” with an overly aggressive initial climb. 

Conditions 10 and 11 require checking weight and balance, especially when loading the 
airplane differently than is normal for you, and properly securing cargo and baggage so it stays in 
the location you used for calculations. 

Scenario 12 might be entirely unexpected, but many pilot-disqualifying conditions are not a 
“bolt out of the blue,” but instead a manifestation of long-term issues with blood pressure, blood 
sugar and other conditions. It’s frankly amazing the medical issues we can now fly with, many 
more than back when my father flew in the 1960s. The primary medical mitigation, however, 
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remains personal evaluation before each flight. This has always been the case but is even more 
so with BasicMed rules for U.S. pilots. Don’t let your love of flying overpower your responsibility to 
make good decisions about your medical condition; if you have a potentially disqualifying 
condition or are taking medications that are temporarily or permanently disqualifying, don’t fool 
yourself into believing incapacitation can’t happen to you—and potentially affect your passengers 
and persons on the ground.  

I use this final Takeoff Line-Up check just before every takeoff. It helps catch reconfiguring 
issues between multiple takeoffs and landings when you don’t usually run through the full Before 
Takeoff checklist. I call it the FLATS check: 

F Flaps UP 
 Cowl Flaps OPEN 

L Lights as required/desired ON 
Door and window Latches SECURE 

 Seat Latches SECURE 

A Avionics SET 

T Trim SET 
 Time RECORDED 

S Miscellaneous Switches (pitot heat, etc.) SET 
 Stick – Controls FREE 

That last-minute Controls: Free check just before lining up for takeoff, just in case a rock, 
slush or snow got kicked up into the controls to block them after the “usual” control check. 

This same FLATS checklist works as an After Landing/Clear of Runway check to 
reconfigure the airplane for the next takeoff. This means you’ll check everything twice—just after 
landing, and just before taking off. 

Doing all this may seem redundant, and even a waste of time. But it can be done quickly, and 
like most safety measures if you do it routinely you’ll master the possibilities and probably 
never know whether it saved your life.  

Would any of this have made a difference in the horrible crash that inspired this week’s 
LESSON? That, we’ll leave for the NTSB to determine.  
Comments? Suggestions? Questions? Let us know at mastery.flight.training@cox.net.  

See https://pilotworkshop.com 
 

Debrief: Readers write about recent FLYING LESSONS: 

Several readers commented on a request last week for opinions on Air Traffic Control (ATC) 
interaction with pilots during an inflight emergency. Frequent Debriefer John Townsley writes: 

[Reader , safety advocate and Air Traffic Controller] Dean Brown asks a question with an obvious answer: 

How do we prepare our passengers for an off airport landing (from ANY cause)?  My answer: Do a 
thorough passenger pre-engine start brief BEFORE and immediately after boarding the aircraft, and 
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reiterate some key points BEFORE entering the runway. As a pilot who has experienced several single-
engine piston engine aircraft inflight emergencies over 40+ years the last thing I need in a crunch is to 
have talkative ATC divert my focus from getting us all out alive. Once I've stabilized the aircraft and know 
where I'm going to land I revert immediately to basics: Move your seat BACK from the panel; Seat belts and 
harnesses so tight they hurt; Unlatch/open the door; and Be quiet.  I should ALREADY have briefed and 
demonstrated the "crash posture/position", discussed the finer points of an emergency exit, pointed out where 
the ELT "on" switch is located and instructed them that they don't touch it except on my command, stowing 
gear, non-interference with any controls, and the finer points of “sterile cockpit.”   

I've known pilots, CFIs, and some operators who shy away from thorough pre-flight passenger briefs because 
they don't want to scare passengers.  To date, I've not noticed any serious induced fears from imparting 
relatively detailed knowledge of how to survive an inflight problem.   

As far as what ATC should do...Don't be chatty. I've got enough to do without unhelpful suggestions that 
divert my attention from the critical tasks at hand. Respond to my queries promptly and succinctly, but don't 
go into a monologue of 'did you fasten your seat belts... etc.'  Have useful information at hand when I ask 
for it, like "what airports have lights within xxx miles of my position" - I won't ask that if I already know the 
answer. To date I've been blessed by ATC who have adhered to these rules, for which I am grateful.   

One thing I DO appreciate (there are many others, but this is an unusually important one): In both of my 
night engine failures and in one instance I where I developed severe carb ice and the aircraft was descending 
at best glide (the engine was not producing power) I was VERY busy. I appreciated that in these events 
ATC 'declared the big "E" without me saying the words'.  When I state to them that "my engine has 
failed", or that "I am shutting down the engine" so it won't depart the aircraft, or "my engine is not 
developing power" as I did in these instances it was beyond obvious that I was managing a 
emergency. Once I made those statements I continued with my own reminders to 'scoot back, tighten your 
harnesses' and 'crack the door'...all of which I had previously briefed twice before takeoff. 

I have a profound distrust of any aircraft engine. In day VFR conditions I know where I'll land the aircraft at 
any point in my flight.  Night flight... or IFR flight... that comforting certainty is less well 
known. Consequently, I no longer even consider single engine IFR flight unless the ceilings along my entire 
route are high enough I know I can land under control and can see where I'm going. Consequently, I'm very 
particular about the terrain and route for night VFR and any IFR flights. I have learned the hard way that I 
don't have a spare engine... hence "one is NONE".  And when that fact emerges it is NOT a simple problem 
to deal with. 

As always, I enjoy (and learn from) your frequent contributions to sound risk management. 

Reader Damon Overboe adds: 
I haven't experienced this, so it's extremely possible that what I say now is not what I'd want at that moment. 
However, I think a very calm ATC using their best late night DJ voice would go a long way. And I do 
think there are a few things they could say something along the lines of: "Stay calm, remember your training, 
fly the airplane. Pitch for best glide, tighten your seatbelts, brace/pad for impact. Let me know how I can 
help." And I do like the idea of telling a passenger to call for 911. I agree the controller wants to keep the 
airwaves open and listen, so work in pauses wherever needed. 

Thank you for your inputs, John and Damon. 

Frequent Debriefer Henry Fiorentini writes: 
Suggested ATC comments 

• Make sure EVERYONE is buckled as securely as possible 

• Try to protect your heads upon landing 

• Suggest you pop the door before landing, lest it jam after landing 

• If you or a passenger can, call 9-1-1 now to establish a local fix of your position  

Everything else I can think of falls into “opinion” or “telling a pilot how to fly their airplane.” 

Separately: Belts. Ever thought about doing a newsletter on the (AmSafe?) airbag harnesses? They’re next on my 
list. Oh, did you mention that even if you don’t have factory-installed shoulder harnesses, that there is an 
inexpensive “tie into the back” shoulder harness for front seat passengers?  I think you’ve mentioned that before 
but [it] always bears repeating. 
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Regarding your questions: automotive experience shows the value of air bags in an emergency. 
No doubt air bags in airplanes (as you noted, those by Amsafe) are helpful in cases where impact 
forces are survivable, such as under-control off-airport landings. So few airplanes have such air 
bags, and of those so few have been involved in survivable-impact events, that there is no usable 
data with which to make an objective conclusion.  However, as I said, they may improve the 
chance of survival, and/or reduce the severity of injuries in survivable impacts.  

Also, the portable shoulder harness system you describe is the Quickie belt by Hooker Harness. 
This harness includes loops that go over the existing front-seat lap belt and a single loop that 
connects into the lap belt in the seat behind. Of course this requires an unoccupied rear seat for 
the front seat passenger to be protected. Thank you, Henry. 
See: 
https://www.amsafe.com/seatbelt-airbag-system/ 
https://www.hookerharness.com/aviationquickie.html   

Reader and well-known Cirrus instructor Mike Radomsky expands the discussion: 
First and foremost: Congratulations on the Jack J. Eggspuehler Service Award. It's well deserved and most 
appropriate. Well done! 

Regarding brace positions:  In the highly unlikely event that I'm ever a passenger in an airliner that is in 
imminent danger of crashing, I believe that a good place to be would be near the back of the airplane, sitting 
flat on the floor, facing the tail, with my back up against a bulkhead (like the aft galley).  Aside from the 
"planes don't back into mountains" aphorism, I'd be supporting my spine, and there'd be less stuff to come 
crashing into me.  On the other hand, I'd be the first target for the heavy galley carts, so I'm not sure. And I'd 
probably be told I'm not allowed to leave my seat. I'd be interested to hear others' thoughts. 

In a general aviation airplane, my brace position of choice is to cross my arms across my chest to form a 
neck brace. Where there are shoulder harnesses (I'm a big fan), hold on to those as high up as possible - left 
hand on right harness, and vice-versa. Again, I'd be interested in comments from others. 

Thanks again for the continuing education. 

Thank you, Mike. Readers, what do you think? 
See https://www.nafinet.org/eggspuehler  

Wrapping up this week’s Debrief, reader Randy Starbuck observes about last week’s LESSON 
derived from the Challenger jet crash at Truckee, California: 

Thanks for sharing . . . go back and reread your piece on “stabilized approach” . . . unstable = unsafe. 

You’re right, Randy—history shows the desirability of a long, stable approach path, especially in 
heavy jet airplanes. The Truckee event, however, was less a circling approach and more a 
normal visual traffic pattern. Had the weather been perfectly clear the crew might have done 
exactly the same thing, used navigation systems to fly toward the airport and, when close to the 
ground, turn onto a downwind leg for the visual approach. The flight would have been equally 
“destabilized” and potentially resulted in the same flight path and outcome.  

I’m curious that the crew didn’t simply fly the approach to Runway 11. But with conditions as 
reported, they had an expectation of being able to fly a normal visual traffic pattern so it made 
sense to come in as they did. Tragically, it was in something much closer to a standard traffic 
pattern, and not a circling instrument approach, that control was tragically lost. 
See http://www.mastery-flight-training.com/20210805-flying-lessons.pdf  
 
Questions? Comments? Send them to mastery.flight.training@cox.net.  
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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.  

See:  
www.mastery-flight-training.com/be_a_master_pilot.html 
https://www.paypal.com/donate/?token=E78wOSz-a-lWNuNMxHjQRZ4awYMDr8zvX2iJxHs_Cv-b7_6nFbhuIMAIJTU-lkBDsW160G&country.x=US&locale.x=US   

 
 

Pursue Mastery of Flight. 

Thomas P. Turner, M.S. Aviation Safety  
Flight Instructor Hall of Fame 2015 Inductee 
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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