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 FLYING LESSONS for  

November 25, 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: 
Time once again to catch up on your great insights in the Debrief. 
 
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: 

Reader Wendell Todd writes about last week’s Debrief: 
In response to your FLYING LESSONS [last] week, I offer a comment about: 

"The circuit breaker (old type) cap fits flush with the threads of the breaker. I can’t pull it out, even 
on the ground." 

That circuit breaker should be replaced with a modern circuit breaker that can readily be opened by the pilot. 

I agree, and the reader who wrote that item did just that. Wendell continues about LESSONS 
farther past, when we discussed pilots permitting others to exit an airplane while its engine(s) 
is/are running: 

Concerning trainees and anyone witnessing poor/dangerous practices (e.g. the instructor exiting the aircraft 
while the engine is running), and there any data about the detrimental effects? My question stems partly from 
our concern about poor/dangerous practices in hospitals. Indeed, in January 2023 we will present Most 
Pediatric Hospital Websites Show Poor Otoscopy Techniques at a national medical meeting. Keep up your 
good work. 

I’m not aware of any statistics about this, Wendell. I’d just responded to a couple of terrible events 
in fairly short order, and then witnessed the same behavior while taxiing out myself. Good luck 
with your presentation—I hope you achieve your goal of improving pediatric care. 
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See: 
https://mastery-flight-training.com/wp-content/uploads/2022/11/2022.1117-FLYING-LESSONS.pdf  
https://mastery-flight-training.com/wp-content/uploads/2022/10/2022.1020-FLYING-LESSONS.pdf  

Reader/instructor Peg Ballou adds: 
My husband asked me a good question. He is not a flight instructor but he is an aviator. He asked why, when 
the instructor exits the soloing student’s plane, that the engine is not shut down. I didn’t have a really good 
answer other than time. And that with the instructor on board one can be sure that the settings were in the 
proper place at least at that time. Any thoughts on this?  

I hadn’t thought of that, that the instructor could be better certain that all checklist actions are 
complete before the student takes off on her/his first solo. On the other hand, the instructor could 
doublecheck after engine shutdown that the critical items, like trim, are set correctly, even running 
through a takeoff “killer items” checklist with the student before leaving that student alone to fly. A 
good instructor will have a student complete a “Before Takeoff Final Items” check every time 
before entering the runway for departure as standard procedure, so that he/she performs the 
check out of habit on the first solo flight. It’s certainly an angle to think about. Thanks, Peg. 

Reader Jay Ledvina comments on last week’s LESSONS: 
It would appear there are a lot of similarities between the airshow accident in Texas and the [recent] midair at 
North Las Vegas. In each case, one of the two involved aircraft seems to have been out of place. In Las 
Vegas it [appears to have been] due to a mistake made by one pilot who lined up on the wrong runway. In 
Texas, it would seem to come down to three possible scenarios: 

1) there was a mechanical failure in the P-63 causing him to overshoot the showline 

2) the P-63 lined up on the wrong showline  

3) the P-63 performance of the high speed, steep turn was not managed properly  

In the case of air shows, the above could be mitigated by deconfliction with lateral and vertical 
separation. The descending aircraft (fighters) should level off at an altitude higher than the steady altitude 
aircraft (bombers) while flying their inside track. 

The takeaways for general aviation: 

1) Don’t intentionally fly close to other aircraft. 

2) Be especially diligent in looking for traffic in the portions of the traffic pattern most likely to produce 
convergence: downwind, base, and especially final. 

3) Remember that pilots of low wing aircraft are particularly unable to see traffic in turns. 

Good summation, Jay. FLYING LESSONS reader, past USAF Thunderbirds commander and 
current AOPA Air Safety Institute Senior Vice President Richard McSpadden touches on airshow 
deconfliction mitigations and what might have gone wrong at Dallas in his Early Analysis: Wings 
Over Dallas Midair. It’s a well-informed and objective presentation from someone with unique 
qualifications to deliver it. 
See:  
https://mastery-flight-training.com/wp-content/uploads/2022/11/2022.1117-FLYING-LESSONS.pdf  
https://www.youtube.com/watch?v=rumZ1jc74f4  

Frequent Debriefer Fred Herzner adds: 
I liked this week’s MFT.  When I give a presentation on making decisions in the aviation industry, I say that 
there are "Three Words” that define the industry: Trust, Risk, and Responsibility.  You are right on it. 

You are doing the GA world a great service, thank you. 

Thank you, Fred.  

Flight instructor association SAFE—the Society of Aviation and Flight Educators—Executive 
Director David St. George responded to my October 6th comments: 
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I’m at a loss that, about a decade into the ACS process that includes evaluation on Knowledge, 
Risk Management and [physical flying] Skills with presumably equal weight on Practical Tests for 
virtually all pilot certificates and ratings, that I’ve yet to find someone who can cite a situation in 
which a pilot candidate can answer all Knowledge questions and fly all the maneuvers and 
demonstrate Skills to published standards, but has still failed the checkride because of failing to 
meeting one or more of the Risk Management objectives (and I’ve asked). I cannot even find 
anyone, in or out of the FAA or as a Designated Pilot Examiner (DPE), who can describe a 
hypothetical example of such a situation. In other words, as Bob laments, we do not really 
evaluate risk management even after so much work on creating the very system laboriously 
created to do so (the ACS).  

David writes about a checkride disapproval (failure) on the basis of a risk management decision, 
not a knowledge item or flight skills task: 

With the difficulty obtaining flight tests [i.e., the Designated Examiner shortage], I find applicants more often 
accepting "less than optimal" flight conditions. This [applicant] was the assigned cross-country scenario that 
we reviewed and discussed in the oral [portion of the flight test]. The weather was improving but was still far 
from acceptable for a cross-country (especially in the direction we were headed). He had written personal 
minimums but the weather was lower than what he had decided.  

There were other pilots heading out (which undoubtedly encouraged this applicant) but he set toward 
higher terrain with less clearance. The total reason for his failure was poor risk management (in flight). As 
I sat there watching this happen, I several times hinted at the rising terrain ahead (and towers appearing on 
the GPS within 100 feet), but this pilot kept forging on ("a pilot in motion tends to stay in motion...") I said 
to myself: "This is how pilots kill themselves" and the total reason was poor judgement. Too bad, but I 
even thew him a "life preserver" but he never reached for it.  

So there indeed are cases where the ACS evaluates risk management as an equal to flying skills. 
Thanks, David.  
See:  
https://mastery-flight-training.com/wp-content/uploads/2022/10/2022.1006-FLYING-LESSONS.pdf  
www.safepilots.org  

Frequent Debriefer Tony Johnstone responds to the October 27th LESSONS on crosswind 
landings: 

The observations on crosswind landings are spot on. I have given around 2300 hours of dual in tailwheel 
airplanes, and have noted a lack of good crosswind landing skills in a significant number of my students. I 
work really hard to correct that, the biggest weakness is failure to use ailerons properly (or at all!) during 
a crosswind landing.  My dad taught me 55 years ago, “Wing down into the wind, keep it straight with 
rudder.” At the end of the landing rollout, the stick or yoke should be fully deflected into the wind. 

The rate-limiting step in a crosswind landing is inability to keep the nose tracking straight down the 
centerline with rudder. If you run out of rudder, go somewhere else! 

The other thing that I don’t believe gets enough attention is the crosswind takeoff. Aileron should be fully 
deflected into the wind at the start, then gradually eased out as the aileron starts to “bite” with 
increased airspeed. I frequently see the stick come to neutral as the tail is raised, and the aircraft starts to drift 
sideways downwind. There are really two distinct phases in a crosswind takeoff. Initially, especially in a 
conventional gear aircraft, the aircraft will try to weathercock into the wind. Then, as it accelerates and 
weight is transferred from the wheels to the wings, it will tend to drift downwind. Using aileron into the 
wind will help with both. 

I see a lot of activity (training and otherwise) at my pretty small home base. We get strong crosswinds fairly 
often, especially in spring and summer. About one in three pilots uses ailerons properly taking off. Just an 
observation. 

Thanks for your insights, Tony. 

Retired Pan American World Airways navigator and pilot Lew Gage adds: 
When I was a student pilot and flying my 1940 BC12D-85 "T-Craft,” if I was on an airport that had 
multiple runways (non-towered, in fact I had never used a radio until the day I took my commercial check 
ride) or on one of the four 2500+/- feet square mats that were part of the Chico, California Army Air Base 
during WWII ,I would never use the runway or direction that aligned with the wind. Between that and doing 
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slips, both left and right, for two or three miles to fly about 100 feet above a road or fence line it got so 
control of the airplane in a slip was just second nature.  

Then when I got my CFI, some 57 years ago, I would have my students do the same things I did to master the 
slip, both forward and side slips. Then when I got hired at Pan American World Airways in March of 1966, 
believe it or not I used the same skills, learned initially in the "T" Craft and later in C150s and 172s, Stinsons, 
Cubs, Luscombes, C170/180, Piper trainers and other airplanes, in the Boeing 707 and 747 and Airbus A310 
when doing crosswind landings.  

When I got my 707 type rating it was all in an airplane and all of the training Captains and company check 
pilots commented on my being able to do really good approaches and landings in strong crosswinds. Of 
course I would simply kick the nearest dirt clod and say, "Aw shucks ,Ma'am, tweren't nothing."  But those 
many hours of volunteering to not take the "easy" runway or direction if on one of the mats paid off when 
there were a bunch of check airmen riding in the cockpit. At any rate, that is how I became rather proficient 
at operating in crosswinds.  

This reminds me of two old sayings: First is that “not everything that applies to flying a large 
jet applies tom flying a small airplane, but everything that applies to flying a small airplane 
applies to a large jet.” The second is that perfect practice makes perfect. Going out of your 
way, just a little, to keep your skills sharp allows you to attain and maintain mastery of the 
aircraft. Thank you, Lew. 

We’ll get to more of your insights in the coming weeks. Thanks, all. 

More to say? Let us learn from you, at mastery.flight.training@cox.net.  
 

 
See www.nafinet.org.  

 
It’s the holiday weekend for my U.S. readers. Happy Thanksgiving! For you and all my readers 
around the world, I hope all your risk management decisions about flying, what you eat, and 
interacting with your relatives, are good ones.  

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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