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 FLYING LESSONS for  

November 3, 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: 
After a bird strike 
The change of seasons usually results in an increase in reported bird strikes. As an example, 
in the last two weeks six bird strikes have appeared in FAA preliminary accidents reports. 

Avoiding bird strikes is an inexact science. Birds are hard to see at a distance. Just as 
when seeing and avoiding airplanes, a bird on a direct collision course with your aircraft will 
appear motionless, not attracting your attention until suddenly expanding in the “blossom effect” 
just before impact. Most birds’ evasion technique when threatened is to tuck their wings and free-
fall, because that’s the fastest they can travel. You don’t want to fly directly beneath a bird if you 
see one because if it is startled by your airplane the bird may drop right into you.  

AOPA tells us: 
The 112,815 [pilots] who reported bird and wildlife strikes in the last 20 years may not have seriously 
considered the damages that could result. Additionally, the actual number of strikes is probably much larger; 
experts estimate that about 80 percent of them go unreported. If this estimate is accurate, in 20 years there 
may have been more than 500,000 strikes. Bird and wildlife strikes can be serious and have resulted in more 
than 350 fatalities. 

Among these: 
…more bird strikes occur during the migratory season, which falls between July and November [in North 
America]. A majority of bird strikes occur during the day, but about 25 percent occur at night. Birds can often 
be spotted at altitudes above 20,000 feet, though they usually fly around 7,000 feet above ground level…. 
About 90 percent of bird strikes take place at or near airports, usually during taking off or landing. 

 
AOPA goes on to present some 
bird strike avoidance techniques. 
Google around and you’ll find much 
more on avoiding bird strikes in aircraft. 
See: 
https://www.aopa.org/training-and-safety/online-
learning/safety-spotlights/collision-avoidance/the-scan   
https://www.aopa.org/training-and-safety/active-
pilots/safety-and-technique/bird-and-wildlife-strikes#2  

 
See https://www.youtube.com/watch?v=--XhLJMzRB4  
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But what if your avoidance and evasion attempts fail, and your airplane collides with a bird, 
like in this video? 

 
See https://www.youtube.com/watch?v=--XhLJMzRB4  

 
Or this one? 

 

 

 

 

See https://www.youtube.com/watch?v=wVq3dfDDFKY  

Bird strikes don’t always take out the windshield. 
Sometimes they hit other parts of the aircraft, such as in this 
video. 
 
See https://www.youtube.com/watch?v=yKwojbPkaUg  

The bird has struck. What should you do next? 

First, if the bird has come through the windscreen you might consider: 

• If you wear prescription glasses or contacts, you might want to have a spare set of 
glasses in a case where you can reach it from the pilot’s seat without having to look. 
You may be blinded by loss of your glasses, or the blast of wind into the cabin, or 
injury…so you may have to find them by feel. 

• Even if you don’t need vision correction, you may need some kind of spare sunglasses 
or face protection as easily reachable, again to help you see against the blast of wind. 

• Expect to have to complete your flight without radios or intercom. You may not be 
able to hear over the rush of wind.  

• If the wind is on the other side of the airplane you might reach over and pull a 
passenger’s headset jacks out of the panel, if the wind noise through it’s microphone 
is what’s making it impossible to hear. 

Next, you’ll need to determine if the bird strike has had any effect on your ability to control the 
aircraft. 

The United States Navy publishes an inflight controllability check in what’s called the 
NATOPS: the Naval Air Training and Operations Standardization manual. In the event of inflight 
damage the NATOPS suggests: 

B. Procedures (Controllability Check) 

NOTE: Considerations for conducting a controllability check are: severity of damage/ 
malfunction, fuel remaining, flight conditions (VFR vs IFR), field 
landing facilities, other existing emergencies, and pilot experience. 

1. Climb as required, maintaining flying airspeed and proceed toward point of intended landing 
2. When possible, obtain a visual inspection by another aircraft to assist in evaluating the damage. 
3. Slow the aircraft to 200 KIAS in 10-KIAS increments 
4. Landing gear – DOWN 
5. Slow the aircraft in 5-KIAS increments; slow to an airspeed at which flight 

controllability starts to become marginal (no slower than optimum AOA). 
6. Increase airspeed 10 KIAS and use as a minimum airspeed for the duration of the flight. 
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If no damage is evident in the flap and slat area, extend the flaps to ½ 
then FULL and check controllability. If damage to slat area but no damage to the flap area consider a no-
flap arrested landing. However, if minimum airspeed is too high for landing, extend flaps with EMERG 
FLAPS switch. Flap extension is at pilot discretion. 

See: 
https://navyflightmanuals.tpub.com/P-1242/Procedures-Controllability-Check-132.htm  
https://www.aviation.marines.mil/Portals/11/CNAF%20M-3710.7%20(2016).pdf?ver=2018-10-03-111623-847 
Translating this for a control check in most FLYING LESSONS readers’ airplanes, I suggest 
adjusting the Navy’s procedure thusly:  

1. Climb as required, maintaining flying airspeed and proceed toward point of 
intended landing 

2. Slow the aircraft in 10-KIAS increments 
3. Landing gear – DOWN as applicable 
4. Slow the aircraft in 5-KIAS increments; slow to an airspeed at which flight 

controllability starts to become marginal (no slower than VX or optimum AOA). 
5. Increase airspeed 10 KIAS and use that as a minimum airspeed for the 

duration of the flight. 

Land flaps up if practical. If unable to fly to a runway that permits a zero flaps landing, extend 
partial flaps and repeat the controllability check to determine a minimum safe partial flaps speed. 
Repeat the test once more at full flaps, if planning a full-flap landing. 

If you ever experience a bird strike or other inflight damage, being prepared to see and not 
being able to hear. Then perform this procedure at altitude as a methodical way to determine if 
damage has affected the controllability of the airplane and to derive a safe target approach speed 
before you begin slowing it close to the ground. 
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: 

 
 
See https://pilotworkshop.com/products/ifr-mastery-abs/?disc=20&campaign=abs&typeclub=abs  

 

Debrief: Readers write about recent FLYING LESSONS: 

Frequent Debriefer Lorne Sheren writes about last week’s LESSONS on Loss of Directional 
Control on the Runway—LODC-R:  

Obviously tail wheel aircraft are at risk being inherently unstable but it appears to me that aircraft without a 
steerable nose wheel are over represented in Loss of control accidents. Has that been studied? 

I noticed that as well, Lorne, but it may be coincidental. I don’t know of any research about the 
relative rate of LODC-R among airplanes with castering nosewheels as compared with steerable 
ones. I imagine the companies that insure castering nosewheel types (Cirrus, first-year 
Bonanzas, Diamond Aircraft, many experimental types, etc.) have data if there’s a noticeable 
difference, and have set insurance rates accordingly. But I’ve not seen such data.  
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See https://mastery-flight-training.com/wp-content/uploads/2022/10/2022.1027-FLYING-LESSONS.pdf   
Master Flight Instructor Alan Davis reminds us: 

Although you said it several times in several different ways, Don't Hesitate to go around!  Pilots, I find are 
hesitant to admit that things aren't quite right - and in the case of students may not recognize WHY it doesn't 
look or feel right.  The key is to always go around rather than try to "save" a bad or questionable 
approach - or questionable landing.  Relax and do it again! To err is human, but err on the side of going 
around! 

Borrowing from our mutual friends in the Cirrus instructional community, Alan, “go around early, 
go around often.”  

Reader and flight instructor Brian Sagi adds: 

As usual, a great FLYING LESSONS. Below is my contribution: 

Aviation author Richard Collins said ,“Airplanes are near perfect. All they lack is the ability to 
forgive.” I suspect that the reason for LOC-R incidents around fall is that weather conditions that 
exceed a pilot's personal abilities are more prevalent in this season. My observation as a flight 
instructor is that many pilots have not really mastered crosswind ladings, especially in gusty 
conditions. They have a hole in their training (and capabilities), and weather conditions outside of 
norm help “uncover” that hole.  

It is logistically challenging to train good crosswind landings skills. Not only do the pilot and 
instructor have to get together, but the weather also has to cooperate and produce challenging 
crosswinds at the time of the training. This “trifecta” does not occur very often, and so many 
pilots “graduate” their training having never internalized crosswind landing techniques.  

I mostly fly with experienced pilots (usually, pilots who are transitioning to higher performance 
piston aircraft or to turbine aircraft) and I observe weak or nonexistent crosswind landing 
techniques frequently. We work to fix this hole. The root cause is usually two-fold. First, many 
pilots don’t look somewhere that allows them to see the error. The aircraft may side drift 
significantly, or have its nose pointed sideways, and the pilot simply does not notice. Second, 
pilots have not made instinctive crosswind correction in the round out, touchdown and rollout. 
In challenging wind conditions there is simply not enough time to observe, think and react. We 
must train the responses and then execute on our training. 

The theory, as you said, is simple: we must land with the nose of the airplane pointing straight 
down the runway and with no side drift, and we must increase the control deflection as the aircraft 
slows down. Internalizing it requires practice, and exposure to gradually worse wind 
conditions. It is a very worthwhile investment! 

I wholehearted agree, Brian. One of the reasons that the accident rate in flight instruction is much 
better than in the flying that follows the checkride is that flight 
instructors usually call off the LESSON before the weather gets too 
challenging. This goes for winds and crosswinds as well. Like you I try 
to address this with my students in transition and recurrent training. 
One of my favorite exercises is to take pilots to an airport just east of 
the Wichita area, El Dorado, Kansas (KEQA). It’s a nontowered airport 
with very little traffic. It has two virtually identical runways, neither of 
which is directly aligned with the prevailing winds.  

Initially I’ll have the pilot perform a few takeoffs and landings on the 
runway most aligned into the wind. We’ll estimate the crosswind 
component or use flight planning software to read the crosswind 
strength. I’ll usually have the pilot practice different takeoff and landing 
techniques—short field, soft field, no flap landing, etc., all within the limitations of the airplane and 
the pilot. 

Once the pilot has this immediately recent practice we’ll change to the other runway. Usually this 
nets in something near the airplane’s maximum demonstrated crosswind component (or even a 
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little more. This is Kansas, after all). We’ll practice normal takeoffs and landings with this 
maximum crosswind, as always spring-loaded to go around. If the pilot cannot stay on speed, in 
configuration, on glide path, and in alignment with the runway centerline with no sideways 
drift we simply execute the prudent exit.  

Throughout this exercise, of course, we keep a very active watch for other aircraft, and make 
radio calls so others know our location and intentions. If other airplanes enter the pattern or taxi 
for takeoff I’ll discontinue use of a runway that’s not most aligned with the wind…training 
objectives are always subordinate to safety. 

Another way to do this is to use multiple airports, planning your route to have progressively 
stronger crosswinds as you fly from one runway to another. 

The purpose of this exercise is to (1) sharpen the pilot’s crosswind landing skills, and perhaps 
more importantly to (2) help the pilot gauge his/her current crosswind capability, and (3) get in the 
habit of evaluating the crosswind component for every takeoff and landing, and comparing it 
against the pilot’s current crosswind skills.  

Perhaps more instructors should introduce this exercise with their students. Readers, maybe you 
can ask your CFI to work with you through this exercise as the basis of your next Flight Review. 

You don’t even need an instructor as long as you’re careful and you are honest with yourself 
about your limitations. I fly this exercise myself occasionally so I know my own limits and test my 
skills, and so I’ll be ready to ensure the safe outcome of the flight when I am in the right seat 
instructing someone else. Thank you, Brian.  
See https://pilotworkshop.com/tips/quick-crosswind-estimate/  

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  
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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