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 FLYING LESSONS for  

January 26, 2023 
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: 
Tying two together… 
From an NTSB preliminary report: 

A Piper PA-28-140 was destroyed in an accident near Suffolk, Virginia [on January 7, 2023]. 
The pilot and passenger were fatally injured. The pilot received his private pilot certificate on 
November 29, 2022. He owned the airplane and based it at the departure airport, Northeast 
Regional Airport (KEDE), Edenton, North Carolina.  

According to a mechanic at KEDE, the pilot contacted him on January 1, 2023, to inform 
him that the rpm drop was excessive during a magneto check and that he had parked the 
airplane in front of the mechanic’s hangar for further evaluation. The mechanic looked at the 
airplane on January 4, 2023. He removed the spark plugs, cleaned them, and checked for 
resistance. He found that two spark plugs had very high resistance and one spark plug fired a 
little weak. The mechanic replaced those three spark plugs and reinstalled the five other spark 
plugs in the engine.  

The pilot arrived later that day, before the mechanic had a chance to perform a ground 
engine run. The pilot asked if he could perform a ground run of the engine and the mechanic said 
yes, because he could listen to the engine from his hangar. As soon as the pilot ran the engine, 
the mechanic knew “right away” that the new spark plugs did not correct the problem as 
the engine was “skipping.” The pilot shut down the engine and the mechanic informed the 
pilot that the airplane was not to be flown until he could investigate further, and he would 
most likely be able to do so on Monday January 9, 2023. At the time of the accident, the airplane 
had not been released from maintenance as the mechanic had not had an opportunity to further 
investigate the engine anomaly.  

According to family members, the accident flight was a short (40 nautical miles) cross-
country flight to get lunch at a restaurant at Suffolk Executive Airport (SFQ), Suffolk, Virginia.  

According to preliminary ADS-B flight track information, shortly before the 
accident the airplane approached SFQ, in cruise flight at an altitude of about 1,000 ft msl, and 
about 5 miles south of the airport. The airplane then descended rapidly and impacted 
terrain. A witness reported that she was a front seat passenger in a car and first observed the 
airplane in a nosedive. At that time, there were two spiral trails of black smoke, about 5 to 10 ft 
behind the airplane; however, she did not observe any fire from the airplane.  

The airplane impacted nose-down in a marshy field and no debris path was observed. 
The wreckage came to rest upright. A section of engine cowling was located about 50 ft south of 
the main wreckage. A postcrash fire consumed the majority of the wreckage, with the exception 



©2023 Mastery Flight Training, Inc.  All rights reserved.   2 

of the wings and engine. The engine was buried in approximately 3 ft of mud and further 
examination of the wreckage was planned following its recovery from the field.  

See https://mastery-flight-training.com/wp-content/uploads/2023/01/2023.0107-PA28-VA.pdf  
 

From an FAA preliminary report: 
The LiveATC recording is condensed, and I don’t know by how much. But at about 1 
minute 30 seconds into the recording ATC asks the Bonanza pilot to maintain his best rate of 
climb to 8000 feet and the pilot replies he is “doing my best here”—perhaps indicating a problem 
in the climb. Shortly afterward (in the condensed recording) the pilot requests 6000 feet as his 
final altitude and the controller responds that he can level “for a minute, to accelerate” but that he 
will have to climb him to 8000 for his route of flight. The pilot replies “we are not getting the 
performance we were expecting” at about 2 minutes into the recording. ATC offers a re-route if 
the pilot is “unable [to climb to] 8000” and wants to stay at six. 

See www.youtube.com/watch?v=paBrXal7KSk  

In response (at 2:20 into the recording) the pilot reports he is “only getting about 200 feet per 
minute” rate of climb [an A36 Bonanza with two aboard should be able to get nearly four times 
that in cruise climb on a cold day]. “8000 is going to take a long time to get to,” the pilot says. 

The controller says, “You think you might have an issue, or you’re not sure what’s going 
on?” The controller offers West Chester County airport (KHPN), the White Plains, New York 
airport north of New York City, saying the airport frequented by NYC-area corporate jets is “right 
off your right wing.” He suggests the Bonanza pilot “land and check it out.” 

The pilot then says, “we have figured out the problem, I’ve got a dead cylinder” and 
confirms he’d like vectors to KHPN. This is at about 2:45 into the recording, or one minute 15 
seconds of recording after the pilot first told ATC he had a performance problem. The actual 
elapsed time since this first report was some unknown time longer. The controller begins 
providing vectors to the ILS 16 at KHPN. 

A minute later in the condensed recording the pilot reports the engine’s oil pressure is 
dropping. At about 4:20 in the recording ATC notes the Bonanza, which had been given a 
heading of 340 degrees, was in a descending turn to the southeast. The controller directs the pilot 
to simply hold “wings level” at 5000 feet. The pilot acknowledges the new direction. 

At 4:45 in the recording the pilot says he is on heading 090 and is “declaring an emergency,” he 
is “losing oil pressure.” The controller vectors the pilot “directly over the airport” onto a “left 
downwind for 16.” ATC directs the pilot to fly 360 degrees and to descend to 3000 feet. The 
controller then advises that the bases of the clouds at West Chester are reported at 300 feet.  

The pilot asks for the ILS approach and the controller asks if he wants the ILS and if he is 
able to maintain altitude when the pilot interrupts with “mayday, mayday, mayday.” ATC reports 
the airport is now behind the airplane, 8 o’clock and five miles. The pilot turns toward the airport 
and ATC reports it is at his 12 o’clock and three miles. This is at about 6 minutes 30 seconds into 
the condensed recording. The controller says the pilot is “set up perfectly for a left base” to 
Runway 16, confirms this “perfect” setup when the airplane is 2.4 miles from the runway, then 
provides another heading when the pilot overshoots final, saying he “can’t see a thing up here.” 
The controller valiantly keeps trying with headings and the pilot apparently controls the airplane 
well in the glide to less than a mile from the airport. But he just can’t find the runway and the flight 
tragically ends at roughly eight minutes into the condensed recording. 

Different events, a common LESSON 
As is usually the case at the time people are talking about a crash, we know only some of the 
basic facts. In the Bonanza tragedy we know quite a bit about a cylinder failure and oil exhaustion 
leading to engine failure and a glide to fatal impact in low IFR conditions, because the pilot 
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reported these indications to ATC as the event unfolded. In the Piper tragedy we know much 
less—the airplane had a known engine issue, the pilot chose to fly it to lunch with a passenger 
despite knowing the airplane had not been repaired, and a witness described light smoke coming 
from the engine as the airplane descended. Impact was vertical with tremendous force, and we 
don’t yet know if the newly minted pilot lost control after experiencing partial or total engine failure 
or if the Loss of Control – Inflight (LOC-I) was due to some other circumstance.  

But while both these horrible events will provide LESSONS once the investigations are 
complete and the final reports published, what we know even at this early point suggests a 
common LESSON from them both: listen to your engine.  

If your engine fails a run-up check, it doesn’t reach power or acceleration targets on a takeoff 
roll, or for any other reason acts up, indicates strangely or simply sounds “funny,” listen to your 
engine and don’t take off. If your mechanic advises against flying the airplane because of an 
unresolved issue or discrepancy, listen to your engine and don’t take off.  

If your airplane won’t climb as it should, listen to your engine and divert immediately 
to the closest suitable airport. If a cylinder is running hotter—or colder—than usual, or its 
exhaust gas temperature is hotter or (especially) colder than usual, listen to your engine and 
divert immediately to the closest suitable airport. Don’t wait and then only vaguely hint to 
controllers you “may” have a problem. Absolutely do not wait for a controller to suggest you make 
an immediate landing to be “sure what’s going on”—divert immediately to the closest suitable 
airport. Don’t wait until the last of your power goes away and only then declare an emergency, 
because even though the controller did an outstanding job there was little the pilot could do 
without power in the weather conditions over which he chose to fly. Listen to your engine and 
divert immediately to the closest suitable airport before it’s too late. 

Four people died because two people didn’t listen to their engine. That is truly tragic. 
Comments? Suggestions? Insights? Let us know at mastery.flight.training@cox.net.  

 
Last week’s MASTERY MONDAY focused on picking an airplane up from engine repairs. Check 
out what other readers said. This week’s asks you to think about what you’ll do if you arrive to 
find the fuel you need is not available at your destination. Join the Mastery Flight Training 
Facebook group and be part of the discussion. Watch for a new MASTERY MONDAY “thing to 
think about” every week on the Mastery Flight Training, Inc. Facebook group. 
See https://www.facebook.com/groups/231321520326248/ 

 
My friends and sponsors at Pilot Workshops extend this offer to all FLYING LESSONS readers in all aircraft types: 

 

Debrief: Readers write about recent FLYING LESSONS: 

Reader and aviation safety consultant Jim Lara responds to last week’s LESSONS about rejected 
takeoffs: 

A great discussion concerning RTO!  Here’s another tip that I picked up a long time ago. As you 
and I both agree, it’s much easier (and safer) to reject the takeoff EARLY. A check that I still 
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make in our Baron is the RATE OF ACCELERATION, timed from brake release. I use “Time to 
60 Knots,” measured in seconds from brake release. In our Baron, that speed is six seconds unless 
we are “High & Hot”. If the acceleration rate to too slow (>6 seconds to 60 KIAS), I abort 
early.  If the acceleration rate is within the time constraint, the next call is VR [rotation or liftoff 
speed]. 

This acceleration time check has worked well for me over the years. A lower speed RTO is a 
non-event, except for the maintenance bill addressing the root cause of the poor acceleration.  

Your Mastery Flight Training is both excellent and thought provoking.  

A time-to-speed check is suggested by several type clubs and training organizations. It’s an 
easier check than the more commonly discussed 70/50 rule (you should be at 70% of liftoff speed 
at 50% of the expected ground roll distance). The advantage of 70/50 is that it’s easily adaptable 
to changes in density altitude, assuming (of course) that you compute takeoff distance under 
those conditions so you know the distance to expect. A timed check is great at your home airport 
or airports at similar elevations under usual conditions, but as you said it must somehow be 
modified at higher density altitudes and/or higher-than-normal takeoff weights. However you do it, 
comparing actual performance to that you predict helps you determine a need to reject the 
takeoff—soon enough to safely act on it. Thanks, Jim. 
See https://mastery-flight-training.com/wp-content/uploads/2023/01/2023.0119-FLYING-LESSONS.pdf  

Reader, long-time flight instructor and retired corporate jet pilot Richard Druschel adds: 

I have read your RTO article several times so that I fully understand what you are saying and 
advocating. In theory, what you are saying is valid. Especially if we are sitting in a comfortable 
chair and playing the “what-if” game with a fellow pilot.  

The reality of RTOs is that they are dangerous and must be handled as such. I have done 
several real-life RTOs in piston and jet aircraft and can tell you they are not fun. One was in a 
Citation X in Leadville, Colorado when a deer ran out on the runway as I was nearing rotation.  

Power should always be brought to idle IMMEDIATELY. Moderate to heavy braking is 
always required. Rudder control is required always to keep the aircraft on the centerline of 
the runway. Those three items are critical and must be accomplished without thought.  

You list a number of scenarios for doing various other actions predicated on a variety of situations. 
RTOs, in my experience, do not allow enough time for picking options from a menu.  

I rarely disagree with you when you publish your thoughts in the Mastery Flight. This time, 
however, I must. Get the airplane stopped on the runway safely and ASAP so as to avoid an 
impending disaster. We must keep RTO procedures as simple as possible.  

I did not mean to imply otherwise. Most of my discussion of options was what to do if you are 
going to run off the runway, and in that case need to shut off the fuel and electricity if time and 
continued control permit. However, I agree you are 100% right: if you must reject a takeoff, power 
back and apply maximum braking like you mean it. Thank you very much, Dick. 

Reader Liz Karpiloff wraps it up for us this week by returning us to the top of this week’s 
LESSONS: 

I just wanted to thank you so much for your articles, particularly the one on 1/19/23 regarding 
aborting takeoffs.  I am a recently certificated private pilot and when I went to take my son, age 
12, up for his first flight with me a few weeks ago, we couldn’t make full power on the roll and 
had to abort.  Thankfully, I remembered my training.  However, I have been pressing my flight 
school chief pilot to sit with me and discuss emergencies in further depth and the “how’s and 
why’s”.  When I received this article, I forwarded it to him and asked him to duplicate your format 
during our upcoming discussions. 

A few days ago, near KHPN which is minutes from my house, a small plane crashed after losing 
oil pressure shortly after departing from JFK. You may have seen this article. If not, both pilots 
died. Unfortunately, they lost the engine and crashed in IFR conditions about 1.6 miles from the 
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runway. Yesterday I drove past the crash site on my way home from flying and it really reminded 
me of the importance of emergency training on a regular basis. Quite chilling, as they were 
soooo incredibly close to landing. 

I really appreciate your article and would encourage you to either write many more like this 
regarding different emergencies - or if you already have, please direct me to where I can read 
more!  The way it’s written really speaks to me. 

Hi, Liz. You might start with the FLYING LESSONS archives, some of the many articles and 
books I’ve written over the years, and this frequently updated list of articles and other content I 
have or am having published in 2023. Congratulations on earning your pilot certificate, and for 
learning so much so early in your flying that puts you in good stead for a lifetime of safe flying. 
See: 
https://mastery-flight-training.com/flying-lessons-archives/ 
https://mastery-flight-training.com/publications-by-thomas-p-turner/  
https://mastery-flight-training.com/publications-presentations-and-webinars/  
 

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 
  

Thanks to these readers for your financial support this week: 
Kim Caldwell, La Canada Flintridge, CA.	Cody McNamana, Southington, CT 

…and to regular monthly contributors making payments this week: 
Paul Sergeant  Dan Drew  David Karalunas 

 
 

“It’s only fair - this is some of the best aviation content available to GA pilots.” – Ari Levien  
 

Please help cover the costs of providing FLYING LESSONS through the secure 
donations button at www.mastery-flight-training.com.  

Or send a check made out to Mastery Flight Training, Inc. at 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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