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 FLYING LESSONS for  

October 27, 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: 
I’ve noticed a trend in Loss of Directional Control on the Runway (LODC-R) and runway 
excursion mishaps that seems to peak in the transition in seasons between winter and spring 
each year. There’s an autumnal equivalent of seasonal change and in the U.S. we’re in it now. 
Look at these events as reported by the FAA’s preliminary accident reporting website in the past 
two weeks: 

1. Cirrus SR22 “couldn’t stop in time when landing and went off the end of the runway….” 

2. Boeing A75N (Stearman) “landed, veered off [the] runway due to [a] wind gust and flipped over….” 

3. Aeroprakt A22LS “practicing touch and goes, went off the runway, hit a sign and flipped over….” 

4. Cirrus SR 20 “landed and veered off [the] runway into a ditch….” 

5. Piper PA30 “landed, veered off [the] runway into rough terrain. [The] gear collapsed….” 

6. Gulfstream AA-5A “on landing veered off [the] runway….” 

7. Cirrus SR22 “on landing experienced a gust of wind and was pushed off the runway into the grass damaging 
[the] landing gear….” 

8. Howard DGA-15P “slid off the runway due to a gust of wind damaging [its] nose and tail….” 

9. Piper PA28 “incurred a prop strike and veered off the runway during landing….” 

10. Piper PA28 “experienced a runway excursion, incurred a prop strike and [its] gear collapsed….” 

11. Cessna 140 “lost control during landing, ran off the runway [and its] right landing gear separated from the 
aircraft….” 

12. Cirrus SR22 “on landing, veered off [the] runway and struck a runway light….” 

13. Cessna 182 “veered off [the] runway during departure….” 

14. Aeronca 7AC “landed and ground looped….” 

15. Cessna T182 “overshot the runway on landing, crossed a road and came to rest in a field….” 

16. Cessna 172 “veered off [the] runway on landing….” 

17. Cub Crafters CCK-2000 “during touch and go experienced a gust of wind, forcing [it] off [the] runway into 
[the] airport windsock….” 

18. Cirrus SR20 “lost control on landing, damaging gear and wing….” 

19. Boeing PT-17 (Stearman) “lost control on landing…and ground looped….” 

See https://www.faa.gov/data_research/accident_incident/preliminary_data  
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There were others attributed to hard landings and landing gear collapses that may have 
begun as a LODC-R set-up that manifested in the stated (preliminary) cause as well. Even 
without those extras, however, this is a disappointingly long list.  

A good landing, they say, is the result of a good approach. A good approach is one in which 
on final approach the airplane is: 

• On speed (speed and angle of attack trending toward attaining the 50-foot/over-the-
threshold speed at the point you cross the beginning of the prepared runway surface); 

• On glidepath (a constant angle of descent to the point where you’ll being your landing 
flare);  

• In configuration (flaps and, as appropriate, landing gear set as appropriate for the point in 
your approach, and set for landing before reaching the runway threshold);  

• In alignment (lined up with the extended runway centerline between your main wheels); 
and 

• With zero sideslip (i.e., maintaining that runway alignment). 

Evaluate your approach against all of these criteria—flying “in the slot.” If you fail to meet 
one or more when below about 400 feet above runway threshold height, go around. Don’t wait 
until you’re in the flare while behind the airplane to decide. 

Once in the flare, if you’ve misjudged its timing, or if a gust of wind causes you to overshoot 
your intended touchdown zone or begin a sideways drift, go around. Don’t wait until you’ve 
made ground contact too far down the runway to stop in time, you’re drifting off runway alignment 
toward the edge of the runway, or you’re touching down with aside load on the landing gear. 

Do not force the airplane to touch down where you want. This may cause a bounce or 
overload the landing gear to failure. It may cause wheelbarrowing, that is, LODC-R from too much 
of the airplane’s weight on the nosewheel and not enough on the mains for lateral control. It can 
contribute to a ground loop in a tailwheel airplane.  

If the airplane bounces follow what I call The One Bounce Rule…and you cannot smoothly 
recover after the first bounce, go around. Don’t wait. 
See https://mastery-flight-training.com/wp-content/uploads/2022/10/One-Bounce-Rule.png  

After a smooth, on target touchdown, gradually add in crosswind control as the 
airplane decelerates. The slower you go, the more control deflection you need to compensate for 
a given wind because the controls become less effective with lower airflow. As you reach a 
normal taxi speed you’ll need full, taxi crosswind controls. 

Don’t attempt to turn onto anything other than a high-speed taxiway until the airplane has 
slowed to a normal taxi speed. Turning too fast puts a side load on the landing gear that can 
cause immediate failure or contribute to fatigue that, over time, can build until the gear breaks or 
collapses even while under a normal load. 

I find myself reviewing the criteria for final approach, conditions that call for a go-around, the 
One Bounce Rule and techniques for crosswind control during rollout fairly often. When I see a 
list of LODC-R events like that above in such short order, maybe I need to review them even 
more often. 
Comments? Suggestions? Insights? 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: 

Readers write about last week’s  LESSONS about shutting the engine(s) down before boarding or 
disembarking passengers. Ian O’Connell writes: 

I started my private pilot training in 1980 and almost got the license before Air Force transfers interfered. My 
instructor at the time did just climb out of the C152 and say, "good luck." When I finally continued my 
private pilot training in 2018, I soloed quickly and it struck me (no pun intended) that the instructor directed 
me to park on the ramp and shut down before he climbed out. I'm a firm believer in Murphy and all the 
corollaries. Given the small amount of time it takes to shut down and restart compared to the potential impact 
(again, no pun intended), I'll always shut down.  

See https://mastery-flight-training.com/wp-content/uploads/2022/10/2022.1020-FLYING-LESSONS.pdf 
Reader Thomas Curran adds: 

A little tough to do if you’re following an approved Part 141 syllabus…or any formal/commercial one for 
that matter…and it says “Lesson 11…First Solo” (or Lesson 10, or 12, 13…etc). If they’ve successfully 
completed all the requirements from the previous lessons, the pressure is “on” and they’re kinda expecting to 
do it.  Hopefully they bring a ‘spare’ shirt.  

Thomas and I exchanged several emails in which he gave me more insights into Part 141 
training. Although I’m reasonably familiar with the regulation and the design of 141 programs I 
never myself have trained in (or been trained by) an organization operating under that Part. In our 
discussions I confirmed that, when a student reaches the prescribed point for solo in the syllabus, 
his/her instructor usually flies with the student that day before the learner flies alone. Hence, the 
decision of whether to shut down before exiting the aircraft still exists. 

Reader, instructor and recent Cirrus Owners and Pilots Association (COPA) Lifetime 
Achievement Award winner Mike Radomsky provides his insights: 

I read [last] week's LESSONS with interest, as always.  And, as always, I learned from what I read.  When 
you spoke about the instructor getting out of the engine-running airplane to send the student solo, I winced a 
little. True confession time: I used to do that (letting passengers out of my airplane while the engine was 
running) too. I always gave them strict instructions to exit and walk toward the BACK of the airplane, and I 
made them say it back to me. I watched them, ready to shut the engine down if they didn't do as instructed, 
and I felt comfortable that I was managing the risk appropriately (or at least sufficiently).     

The risk of a passenger walking toward the propeller is obviously significantly less in a low-wing airplane, so 
when I sold my Cessna 182 and bought a Cirrus, I felt even more comfortable with that practice. 

Until... I took my friend (and erstwhile CFII) for a flight in that Cirrus to drop her off somewhere. We agreed 
that I would leave the engine running, and  she would exit the airplane and move to the rear of the 
airplane. Low wing, very experienced CFII, nobody else around for miles - what could go wrong? 

I found out.  My friend was physically slight - she probably weighed around 100 pounds. She opened the 
Cirrus' door, stepped onto the wing, then closed the door. The big engine's propwash helped her push the door 
closed (it opens with the help of a beefy gas strut), then (with the door no longer shielding her), that same 
propwash blew her right off the wing. She landed on her butt, in a sitting position. Luckily she was not 
injured, although her tailbone was surely painful for a few days. 
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Of course, I shut the engine down to check on her. Any time I saved by not shutting down the engine in 
the first place paled by comparison with the time spent making certain she was OK, and just generally 
calming down enough to fly. 

That was over 20 years ago, and it was absolutely the last time I have allowed anyone to disembark from an 
airplane while the engine is running if I'm in any front seat. 

You wrote, "Can we commit to shutting the engine(s) down before boarding or disembarking anyone from a 
propeller aircraft?" - for me, the answer is "Absolutely."  But that's not why I'm writing. "Can we 
further vow, when our engine is running on the ramp, to keep our primary focus outside the aircraft 
watching for anyone coming close, with our hand on the mixture control ready to shut the engine down if 
anyone starts to approach the propeller?" 

I believe that there is a good chance that if I have to shut the engine down on the ramp, it is likely that I'll 
need to do it quickly - perhaps a person or pet, or even some blowing FOD [Foreign Object likely to cause 
Damage] is headed toward the propeller.    

Cutting the mixture is the right way to shut down the engine normally, but it may not be the fastest way to 
get the job one. In some airplanes (the Cirrus is an example), "Mixture to Idle Cutoff" may not stop the 
engine immediately if the boost pump is on because it boosts fuel pressure enough to keep a little fuel 
flowing. Turning the mags to OFF stops ignition and the engine stops right now. Sure, pull the mixture to 
idle cutoff as well, but my first move is to turn the key. 

One other thing.  After reading your comments, I realized that the reason I ever thought that exiting (or 
entering, or just being near) an airplane with a spinning propeller dates back to my own first solo, 47 
years ago.  That's when my instructor told me to stop on the ramp, instructed me to do three turns in the 
pattern with full-stop taxi-backs, then got out of the 172 I was in while the engine was running. In my eyes, 
my instructor was an aviation god, so doing that was obviously just fine. There's an obvious LESSON 
there for me.  

Thanks as always for motivating the critter in my head to keep the hamster wheel turning. 

Two other readers suggested the same thing, Mike. I owned a Cessna 120 for several years on 
which the mixture control was wired to the Full Rich position. As I recall this was an option for 
addressing an Airworthiness Directive against its Continental C85F engine. That arrangement 
required turning off the ignition to shut down the engine. I don’t know if it would have ceased 
running any faster than if I could have pulled the mixture. I can see your point, however, in the 
case of an aircraft in which it’s normal to run an auxiliary fuel pump on the ground. I’ll rethink my 
statement and suggest your (collective) idea—in an emergency, cut the ignition. 
 
Thank you, everyone. I’ll have more Debrief insights on this topic, our continued discussion of the 
double-fatality student-pilot-in-a-PA46 crash and more, in next week’s LESSONS. 

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 

I’ve been invited to be a guest on this upcoming webinar with Pilotsafety.org’s Gary Reeves: 

Single-Pilot IFR PAC for Safety: Stabilized IFR flying 
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Tuesday, November 1, 2022 1900 Central Daylight Time (November 2, 2022 0000 GMT) 
Select Number: SW19117204 
Description: Learn how PAC (Power + Attitude + Configuration = Performance) reduces 
workload and makes Single-Pilot IFR much safer.  A fun and interesting discussion of PAC 
with special co-host Thomas P. Turner.  Gary & Tom will talk about how accidents can be 
prevented, and how GA pilots can benefit from airline-style practices. The host is 
Gary "GPS" Guy in the Pink Shirt, Reeves is a lead rep for the FAA Safety Team, and 
the 2019 FAA National CFI of the Year. A special focus of this program is how 
instructors and pilots can benefit from using the FAA Safety WINGS program for all 
flight reviews and IPCs. 
To view further details and registration information for this webinar, click here. 
FAA WINGS/AMT credit: Basic Knowledge 1 - 1 Credit 
See: 
www.pilotsafety.org  
https://www.faasafety.gov/SPANS/event_details.aspx?eid=117204  
 

 
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  
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 

 
FLYING LESSONS is ©2022 Mastery Flight Training, Inc.  For more information see www.mastery-flight-training.com. For reprint 
permission or other questions contact mastery.flight.training@cox.net.   


