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 FLYING LESSONS for  

September 29, 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: 
Something to think about 
I was a bit busy last weekend, when I usually do the bulk of my work on FLYING LESSONS 
Weekly. One of the speakers at the American Bonanza Society convention was the Honorable 
Bruce Landsberg, Vice Chairman of the National Transportation Safety Board and probably best 
known to pilots for his many years as head of AOPA’s Air Safety Foundation, later the AOPA Air 
Safety Institute. Bruce is a fellow flight instructor and former Minuteman launch control officer, a 
FLYING LESSONS reader and long-time colleague, aviation safety counterpart and friend.  

In his talk Bruce began by asking if the audience knew the difference between an “accident” 
and a “crash.” Fielding a few responses, he defined the difference as follows (paraphrased 
because I did not capture his precise wording): 

• An accident is an unplanned event resulting in serious injuries or death, and/or 
substantial or greater aircraft damage that is the result of unforeseen circumstances. 

• A crash is an unplanned event of similar severity, but that is the predictable result of 
known hazards or risky behavior. 

The Vice Chairman said (and this is a quote), “90% of the events NTSB investigates are 
crashes,” meaning they were the result of known risk factors and should have been preventable. 
He also said, and this is what intrigued me, that the purpose of NTSB investigation is primarily to 
look for accidents to see if a new scenario arises or if “pilots figure out a new way” to cause injury 
or damage an airplane.  

NTSB’s resources and the nature of post-mishap evidence may make it difficult or even 
impossible to describe the events leading up to many crashes, and we’re left with the best 
available information. In the light of the search for “new” accidents, however, those limitations on 
many investigations and intense focus on some others are easier to accept. 

What do you think? 
Comments? Suggestions? Questions? Let us know at mastery.flight.training@cox.net.  

 
My friends and sponsors at Pilot Workshops extend this offer to all FLYING LESSONS readers, in all aircraft 
types: 
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See https://pilotworkshop.com/products/ifr-mastery-abs/?disc=20&campaign=abs&typeclub=abs  

 

Debrief: Readers write about recent FLYING LESSONS: 

Reader Elliott Crawford, a Designated Pilot Examiner (DPE) in the Denver, Colorado area, writes 
about our ongoing discussion of collision avoidance, especially in the traffic pattern:  

Tom, while your comments on traffic pattern awareness are absolutely pertinent, the recent mid-air collision 
near Longmont [Colorado] did not occur in the traffic pattern. It occurred in the practice area close by.  

After a previous mid-air maybe 15 years ago there was a flurry of attention paid to safety as often happens 
once the horse has bolted and practice areas with appropriate frequencies were more formally established. 
That was a great help. But the volume of training has increased significantly since then and the temptation to 
avoid the 20 nm traipse from Rocky Mountain Metropolitan Airport (where the Cessna involved in the recent 
tragedy was based) out to the practice area north of Longmont is strong. More and more instructors carry 
out maneuvers closer to home in or close to the corridor between Metro and the practice area.  

ADS-B is an indispensable tool and on the odd occasion I have inadvisably gone flying without it I feel 
naked. As you point out, however, it is but a tool and when you are head down inspecting your iPad screen 
you are not looking outside where the real threat is. The Mk1 eyeball takes a lot of beating and while ADS-
B and other tools certainly help to focus our attention on particular areas of the sky, they must not be 
allowed to detract from visual scanning. And it must be remembered that the practice area north of 
Longmont is not rule airspace so ADS-B is not required. The vast majority of local aircraft are ADS-B Out 
equipped but, as they say, it only takes one. 

When I was instructing regularly I made a point to brief that in the event of a traffic alert I would look as the 
screen to identify the area of the sky concerned and my student would look outside, scanning for aircraft. I 
have to confess that lately I have not been briefing this and I vow to reestablish this practice.  

Excellent reminder, Elliott. The challenge is to retain these habits once memory of the motivation 
to follow them, in this case a midair collision, fades. Thanks for helping us all remember this. 
See https://mastery-flight-training.com/wp-content/uploads/2022/09/2022.0922-FLYING-LESSONS.pdf  

Reader James Walters also flies in the Denver area. He writes: 
The mid-air near Longmont, Colorado (northwest corner of the Denver metro area) is not 
surprising.  Five GA airports with at least ten flight training operations lie in a narrow north-south rectangle 
squeezed by the Denver Bravo "Ring of Terror" to the east, and rapidly rising terrain to the west. Those 
mountains just stand there, secure in the knowledge that they have the right of way. So along a 33 nm line 
from KBJC northward, to KEIK, KBDU, KLMO, KFNL I can often count 30 aircraft moving around in that 
beehive (on my iPad).   

Field elevations run around 5,000 to 5,500 ft and few planes climb over 8,000 (which is the minimum IFR 
altitude for north-south traffic). And as far as I know there is zero coordination between any of these schools 
and not a word on the sectional chart about "intensive flight training" in this area. 

Some of us go northeast to Greeley airport, KGXY, which according to the Colorado Dept of Aviation, is the 
FOURTH busiest airport in the state (more traffic than Class Charlie KCOS or class Deltas KPUB or 
KGJT.)  And Greeley has two runways that do not touch each other - and with KGXY lies just outside the 
magical 30 nm veil--- so...we get all of the NORDO and no-ADS-B traffic coming into the Denver area. 
Yes, KGXY is the only airport "just outside the veil" and it is a flying circus every day.  
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Fly around the rest of the state, you will hardly see an airplane on your scope --- but that north end of Denver 
-- needs some attention from all the stakeholders, from FSDO and TRACON to the towers and the flight 
schools.   

There is much yet to be done to perfect traffic avoidance given the wide (yet legal) disparity in 
required equipment and the (desirable) freedom of movement that general aviation provides. 
Thank you, James. 

Reader Don Morrow, also based in Longmont area, reminds us: 
With regard to the subject mid-air last week it should be noted that neither aircraft had a traffic display 
driven by a capable transponder or ADS-B source. While the old adage of keeping your eyes out of the 
airplane still is recommended practice, a traffic display in either of these aircraft could have prevented 
the collision. Given the high cost of aircraft, insurance and fuel, the relatively inexpensive cost of an ADS-B 
receiver and even an old model iPad, seems a reasonable investment to add valuable situational awareness. 

I agree, Don, but there will always be airplanes without ADS-B, and situations in which ADS-B 
detection and warnings…making visual detection the final line of defense despite the extreme 
value of ADS-B in helping us make visual contact. It’s a limitation we must all work to overcome. 

Reader Pat O’Brien adds: 
Enjoy reading your eBlast each week, but more importantly learning so much more! 

The input from [reader] Christopher Ceplecha and my fellow New Hampshire friend Dale Blakeney 
reminded me of incidents at towered fields. We often think that midairs are more common at non-towered 
fields, but we also must be vigilant at towered fields. 

The first incident occurred a few years ago at a Class D towered field. I was returning to my home base and 
listening to the controller as he cleared a flight to takeoff on runway 7. Shortly thereafter he cleared me to 
land my Columbia 400 on runway 25. The time was short enough that the chance of a collision would have 
been great. I told the tower that that probably wasn’t going to work and he immediately changed instructions 
to land on runway 7. 

The second incident occurred recently at a Class C (under a Bravo) field. This field is pretty active with 
airline traffic on the longer runway 18/36 and ground instructed me to taxi to the shorter runway 4. I called 
tower ready to depart. They cleared my RV-8 for takeoff, but there was an aircraft on short final to land on 
runway 4. Responded to the cleared to takeoff instruction, with I’d be happy to takeoff as soon as that plane 
on short final lands. Silence! 

So, while much of the mid-air collision focus in on non-towered fields, we must always be vigilant. 

Keep up the great work. Thanks for making us all better pilots. 

You’re correct, we can’t drop our shields just because we’re under Air 
Traffic Control surveillance. In fact, the North Las Vegas and Denver 
International Airport midairs that launched this discussion were under 
active control. See and avoid is always the pilot’s responsibility when 
not in actual instrument conditions. Thank you, Pat. 

FLYING LESSONS reader and well-known YouTube personality Martin 
Pauly suggests: 

You make some good suggestions in this article, Tom. I want to re-emphasize one of them: to have all your 
lights on. Of all the things we can do to make see-and-avoid work, this is the most simple one - and sadly 
also the one I see unutilized a lot when I fly with others. Strobes, a bright landing light or (better yet) the 
alternating or pulsating landing lights make a huge difference in how easily your airplane can be spotted. 
It's easy to see the difference by watching for airplanes on final at an airport: the landing light is usually the 
very first thing you can see. 

Let's use those tools on every flight. They can make a difference. 

I’ll second Martin’s second. I was at the hold line waiting for takeoff clearance at a very busy 
tower controlled airport yesterday. At one point there were five light trainers in sequence on final 
approach…and I could see all their landing lights, despite only sewing the first two airplanes 
themselves.  
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Reader Tim Turner wraps up this week with a personal experience: 
The continuing conversation about avoiding mid-air collisions reminded me of a situation I avoided by 
accident. My daughter and I were flying to an avionics shop in Durant, Oklahoma early in the morning, and I 
had cancelled flight following about 20 miles out, but kept listening on the center frequency as I made my 
CTAF calls. 

There was another airplane flying practice approaches, and he was flying the approach to the 
southbound runway even though the wind was out of the north. I planned to enter a downwind for the 
northbound runway. Since I was listening on both frequencies, I heard the center controller tell the other 
pilot to change to the CTAF, but he never made a call. I didn't know if he was going to go missed or land, 
or if he had broken off early.  

I kept making my calls, hearing no other calls, and entered the downwind. I made a call on base and on final, 
and had my daughter helping me watch for the other airplane I knew was out there somewhere close. I 
discovered where he was as I was on short final - there he was, rolling out the other direction on the 
runway. 

It was only by accident that I heard him on the center frequency, but that gave me a new technique: 
monitoring the tracon or center frequency for other traffic that might be nearby and about to 
conflict but hasn't been handed off yet. Just like my instructor used to tell me, use every tool in the box to 
build a situational-awareness picture in your mind. 

The worst part was he beat me to the FBO and got the courtesy car. 

Good technique, Tim. Thank you very much. 

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. 
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