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��Generic Aircraft

From the C-150 through high performance aircraft a landing according to plan can only be achieved after the execution of a precise series of steps.  Each plane carries it own flying visual reference points.  Once you learn to see and apply the ‘point’ to a C-150 you have the basics for transferal of reading and application of the ‘point’ to higher performance planes.  You are not learning just to land a C-150.  Differing amounts of flaps will vary the visual point.  Fewer degrees of flaps will flatten the approach and make judgment more difficult.  Holding the nose wheel off the runway will be easier.  The best paralle to this is the way we transfer our driving skills from car, to van, to truck.



Know operational procedures as they apply to the aircraft.  If you are new to the aircraft, spend enough cockpit time before beginning to become familiar with the POH and all the knobs and switches.  Direction and method of movement is just as important as location.  Make the operating procedures into a checklist that includes those of the POH adapted to those you usually use.  You will be behind the operation of the aircraft if your checklist does not include the information you need to know how to make the airplane do what you want it to do, when you should be doing it.



All the landing and takeoff numbers are based on gross weights, the pilot should know the percentage that his operating weight may be below that gross weight.  An aircraft lighter than gross weight will 'float' or land fast when the approach speed is that book speed.  The minimum approach speed of your aircraft should be referenced to the 1.4 Vso in the pattern and 1.3 Vso over the threshold.  It is usual for these speeds to be based on the actual weight of the aircraft as Vref.  If the aircraft is below gross then the stabilized approach speed and stall speed will be slower than the 'book'.  Any excess speed will eat up useable runway.  90% of landing accidents are due to excess speed.



Dealing with performance limitations has always been crucial in the art of landing and takeoff.  Limitations are determined by the POH at the time of  aircraft certification.  Aircraft weight, speed, Vso-(Minimum safe operating speed), and placards set these limitations.  Airport conditions such as wind direction and velocity, surface conditions, approach corridor, surface conditions, and traffic set other limitations.  The last set of limitations are determined by the pilot.  Skill in power changes, attitude control (flaps), trim, coordination, speed control, pattern size, and runway alignment set these limitations.

Judgment

As a pilot you are assumed to have good judgment by your non-flying acquaintances.  Every successful flight stems from good judgment.  75% of flights that result in accidents are caused by poor pilot judgment. Much of your training has been directed toward developing your judgment in evaluating your attitude of:

Being a pilot of skill, knowledge, performance

Knowing aircraft parameters

Knowing you physical and ego parameters

Knowing how geography and weather influences flight

Using before flight time to make every flight a safe flight



You have learned to keep a ‘weathered’ eye on the weather even when not flying.  With practice you can learn the micro-weather of your area from the macro-weather around you.  You  watch the weather channel and learn to read radar and satellite pictures.  More importantly, you learn to see that your judgment can be just as good as the ‘cover my behind’ presentation of the weather briefer.

	

As a new pilot you will react to a situation much differently than does an old pilot who has already anticipated the situation.  The old pilot has no problem admitting deficiencies of skill or knowledge.  He will duck under an overcast before getting caught on top. He will stay upwind  of a moving storm and give twenty-mile clearance to a thunder cell. Any pilot regardless of flight time who lets ego jeopardize safety is heading toward an accident.  You are not supposed to know everything and you never will.  The more skeptical you are about yourself, your sources of information, the system, and your equipment the better.  Become a knowledge seeker.  Your end desire should be to become an old pilot.  Life and flying are much the same; gather all the data you can, select the truth as revealed by the data; select from the available options; lastly, get lucky. Accidents usually follow a situation where the pilot waited too long to make a decision; where the pilot failed to know or find other options; and, where the pilot, had he known but where and how to seek help, would have found it. 



Evaluate your go/no-go decisions on whether you see any merit in positioning yourself where you are playing the odds of luck.  Is the

reliance on luck really worth it?  The no-go option is always a viable option and should be part of your pre-flight trip planning.  Make arrangements ahead of time on the probability that after a three day

trip you may not be able to return as planned.  The trip out may have been fine; the trip back is not necessary NOW.  The limiting criteria are ceilings and visibility.  If one of the other is a safety hazard the no-go decision reigns supreme.



VFR flight has suddenly become a stressful way to fly.  The wrong decision can be the leading cause for an accident.  Being an experienced pilot is not an advantage.  Experienced pilots just begin by getting deeper into trouble than the inexperienced.  The best analysis of whether to make a flight can best be answered by three questions.  



1. Is this flight really necessary.  

2. What happens if we don’t go and for how long will it be significant.  3. Flexibility in making your judgment decisions is essential.



With pilot error causing at least 70% and perhaps as many as 80% of aircraft accidents, it is up to the pilot community to correct in training and post-training flight those pilots whose judgment is lacking.  Some pilots are prone to making very bad flying decisions.

Proficiency

Flying is much like other fields, you learn more and more about less and less until you finally know absolutely everything about nothing.  The more you know the less certain you become about what you know and realize you don’t know anything about what you don’t know.  Sounds confusing and it is.  Flying is a continuous learning process  The mental processes required for flying dominates the physical by a wide margin.  Even the four basics are 95% mental and only 5% performance.  As you learn new ways and things to do many of your old mental and physical skills will slowly disappear.  You must keep a planned renewal program or it will be too late.



Only by flying at frequent intervals (once a week) can proficiency be maintained.  Proficiency begins by studying about flying.  You must mentally prepare every flight.  Don’t wait until you climb into the cockpit to think about what you are going to do.  Plan ahead.  Every flight has potential emergencies.  You must pre-prepare for them You need, in addition to the emergency checklist, a what if program for every flight situation from takeoff to touchdown.  Get your priorities in a line ahead of time.  The further you get away from flying with a more proficient pilot or instructor the more likely you are to be exposed to and develop bad habits.  The worst thing that can happen in the development of bad habits is to get-away with a bad-habit mistake.  Unlearning a bad habit is the most difficult learning and instructional problem you will ever face.  When you fly by yourself you are the instructor and the student at the same time.  Don’t fly into a situation where the instructor side of your flight doesn’t properly think through what the student side of you should know and do.   

Deficiencies are difficult to miss.  ATC steps in and covers a slip on your part.  A recent example of this is when a new pilot neglected to give his full identification during a radar handoff.  ATC responded with his full call sign.  The pilot completely missed the significance of the subtle correction until I pointed it out.  You aren’t where you say your are and should be.  You are late in staying clear from a certain airspace.  The answer is simple.  Ask someone for advice, look up the information and think it through before flying the next time.  When things are performed correctly the first time the next correct performance and all after become easier and easier.  Now comes the big BUT, when you know you don’t know don’t hesitate to let those who need to know that you are ready for help.

Good habits seem to be harder to develop than bad habits.  Just why, I don’t know but it seems to be the nature of things.  You should be using every flight to make every maneuver smoother, more accurate and better every time.  What you do must be adapted not only to your own flying program and skills but to the aircraft and time in type.  The real problem is that the pilot forgets or ignores once learned skills and develops a false sense of pilot proficiency.

A pilot needs to fly at least once a week to keep skills and judgment honed.  There are continual changes both local and national that much be

constantly adapted to your flying.

Paper requirements of pilot

Pilots certificate

Current medical

Radio license if out of U.S.

Currency Items:

Carry Passengers

Day- 90 days - three landings 

Night 90 days - three landings to full stop

When carrying passengers:

Have a seat belt for everyone.

Show everyone how to use the seat belt and doors.

Explain survival aspects of ELT, radio, and flight plan

Describe effects of turbulence, crosswind landings.

File a flight plan.

Passengers have a right to know:

That you are licensed, rated, and current for the flight.

That the aircraft is within weight and balance limits.

That certain aspects of the flight may be dangerous.

That they can opt out.

A passenger has no right to:

Expect the pilot to fly out of weight and balance limits.

Expect the pilot to fly lower than safety or FARs allow.

Enter weather that is unsafe or contrary to FARs.

Take risks that are avoidable.

An informed passenger becomes a coordinated crew member.  He/she becomes a participant capable of getting something from behind the pilot, holding,    opening, closing, and moving.  Every pilot needs a helpful and reliable 

flight companion.

Checkout requirements of pilot

High altitude required above 25000’ in pressure chamber

Complex aircraft has retractable gear and constant speed propeller

High performance has OVER 200 horsepower.

Type certificates

Tail wheel

	

A pilot may not reveal weaknesses in aircraft system knowledge during a checkout.  That is, it will not be revealed until something goes wrong.  The most likely deficiencies or difficulty will occur where the procedures or limitations are different from original training.  A typical example might be the difference between Cessna ammeter indications and those of Piper aircraft.  Checking out should be and can be fun.  It will add a new dimension to your flying experiences and capability.



A checkout that fails to cover those differences as might occur in an emergency is little more than a joyride.  Prior to a checkout the pilot

must have read the manual.  He must have adapted the POH checklist to those

that he commonly uses so that the hand made checklist combines the required features as well as the familiar procedures.  You must know the systems, the meaning of instrument indications and any flight performance peculiarities.



Many aircraft accidents have occurred when night lighting has not been properly demonstrated.  Where a pilots night flying experience has been limited a night flight should at least be offered by the instructor.  A night arrival into the Bay Area is unlike anything a pilot might experience elsewhere.  One thing that can make a significant difference in a pilots flying is operating in an unfamiliar area.  A pilot or instructor should include an area familiarization flight as part of the checkride.  The minimum currency requirements should be considered just that, minimum.  The instructor should encourage a pilot to go beyond the specifications of the FARs. 



The flight checkout should emphasize the slow flight maneuvering capability.  Flying slow is where skill and competence is best demonstrated.  Additionally, the checkout should require emergency operations. normal and abnormal landing operation, system operation, and the necessity of recurrent training.  At some time in our flying we should strive for the perfect maneuver, landing, or cross country.  The new Trimble recording GPS and the associated Flight-Trac software makes it possible for us to record and actually plot just how well we fly.



The pilot who fails to make a gradual transition from trainer to high

performance aircraft is going to be weak in many basic experience components.  Having the money does not mean you have the qualifications.  Stepping up is best made in a series of steps to allow filling in the blank spots of your experience.  When you go to a particular step-up aircraft you should fly only with the most knowledgeable instructor you can find.  Buy a POH first and read/study it thoroughly and become knowledgeable enough to evaluate an instructor in an interview.  Have the instructor evaluate your knowledge and experience and ask for a professional opinion as to your capability and wisdom in planning the move up.



Don’t be in a hurry.  The first ten hours are the most dangerous and could well be spent as dual time.  A failure to understand aircraft systems is a frequent cause of low-time-in-type accidents.  a good way to resolve this is to participate in some 100 hour or annual inspections.  If you don’t have time to learn the aircraft you don’t have any business flying it. 



The final element of any checkout presumes that the instructor is thoroughly trained and current in the make and model.  Additionally, non-standard or supplemental instruments or capabilities should be understood by the instructor.  I personally, have limited time in a C-152.  I went to an FBO for a checkout.  The instructor had even less time than I.  I wound up exploring the performance parameters for his benefit as well as my own.

Review POH for aircraft capabilities and limits

Approved flight maneuvers

Emergency procedures

Crosswind limits and procedures

Stall characteristics

Speeds, configuration, flaps

Pattern speed and configuration

Update checklist

Takeoff and climb speeds

Fuel time, consumption

Operating limitations

Emergency procedures

Density Altitude performance

Weight and balance

Cross-country procedures

Preflight planning

Weather considerations

Destination conditions

Survival kit

Navigation by pilotage

Electronic aids

Collision avoidance  

Takeoffs 

Normal takeoffs

Proficiency Retention

To be a truly competent pilot you must maintain a constant renewal of an unbelievable amount of knowledge.  As a pilot you will never stop learning. There can be no recess from this renewal.  A month does not go by without a major change in one of the areas of FARs, technology, or training.  You lose competence by lacking current information and knowledge.  The more you know about the plane you are flying they better able you will be to fly it within its limitations.  Consistency in knowing what needs to be known leads to consistent best decisions.



Being proficient means that you have maintained the basic skills that acquired your initial certification.  Maintaining proficiency means that you have polished the basics and added to them the anticipation and procedures that can only be acquired through experience.  Proficiency requires more than practice.  It is practice of the right kind that keeps complacency at bay and prevents the formation of bad habits.  It does not take long for practice to lead into bad habits and poor performance.  You will not get your money’s worth from your flying if self instruction keeps you from expanding your flying limits.



It is far better to maintain proficiency than to regain it.  It is also less expensive.  By flying to higher standards than the PTS you will recognize deficiencies.  Cut the tolerances by 50%.  Avoid the use of navigational aids, practice pilotage at relatively low altitudes.  Cover your instruments and fly the compass, power and airspeed.  See how well you can maintain altitude with the altimeter covered.  Make up problems that will require attention and skill.  Improve yourself every time you fly.  The more skill specific any recurrent training the better.  



As a pilot you are a very poor judge of your own capabilities.  Pilots tend to overestimate their flying ability in every aspect.  The longer the period since last flying, the greater will be the over estimate of ability.  The more recent the skill acquisition the more drastic will be the loss of any skill that is not regularly practiced.  The greatest skill loss will be where mental anticipation is required for control anticipation.  Unpracticed pilots react instead of anticipating. 

 

Challenge your radio procedures.  Try a different departure or arrival to your home field.  Make a short approach to a soft field landing.  Do your landings so the nose-wheel doesn’t touch until off the runway.  See how low you can fly the length of the runway.  Test your go-around performance and reactions to holding altitudes while removing flaps and initiating climb airspeeds.  You won’t do better if you don’t try. Proficiency and flight safety can be improved by flying smarter.  Share time with other pilots.

Loss of skills

Your ability to retain information is directly related to the ‘shock’

applied with the information.  We remember selectively and retain that knowledge and associated skills according to how we value it for survival.  Retention of flight skills require constant use or they are lost but quite quickly regained.  Mental skills combined with flight skills are harder to recover.  Purely mental functions are both quickly lost and more difficult to regain.  I have long felt that the rusty pilot trying to regain past competency will require 50% of total time.  Skills erode from lack of use.  How much erosion occurs depends on flight frequency.  A pilots presumption of skill will be much higher than can be demonstrated.  This misplaced confidence is a demonstrated cause of aircraft accidents.

Lost performance factors

Taxiing control position is a mental/control combination that is last learned and easiest forgotten.



Next greatest loss is skill in combining all factors of a required communication into one un-punctuated sentence.  Applied mostly to flight modifications.

On a flight involving airspace changes and at least two airports the

	pilot will fail to hear at least one ATC transmission.



Pilot recognition of need for identifying navigational aids will fail.



Stall recognition, or more accurately, recognition of conditions leading to stalls.



applying carburetor heat ranks high on intellectual performance skills lost but may be due to different aircraft requirements.



Airport arrival at unfamiliar uncontrolled airports was a prime source of intellectual errors.

 

Diverted attention--where flying the aircraft ceases to be #1 and relatively unimportant considerations focus the attention.



Over confidence--that personal ability can make up for lack of training or proficiency.



Will the capabilities of the aircraft meet the needs of the occasion?



Lack of familiarity in aircraft--Less than 10 hours in type and an inadequate checkout.

Lack of experience or currency of that experience--most pilots seldom practice use of the outer performance capabilities of themselves or their aircraft.

Self-induced pressures--this is usually a get-home-itus situation.



Pressure induced by others--this is a variation of the above.

Forms of complacency--contentment, apathy and indifference.



My experience as to how skill area loss occurs does not agree with that of the FAA, but this is probably to be expected.

Areas of Greatest Loss:

FAA Opinion							Gene Whitt Opinion

Uncontrolled field operations				Radio communications

Short field landings					Use of checklists

Ground reference						Taxiing

Hood								Airspeed control

Minimum Controllable					4-basics	

Maximum performance landing/takeoff			Cross-wind skills

Normal landing/takeoff					Use of ground effect

Unusual attitude recovery				Emergencies

Emergency procedures					Hood skills

Communications						Pattern skills

Pre-takeoff procedures.					Use of trim



Earning your license was neither easy nor inexpensive.  You will soon lose the skills you paid for in time and money if they are not refreshed about once a week.  Every pilot has some skills that are weaker than others.  The pilot ego is such that most pilots are in denial of their weaknesses.  This seems to be a feature of pilot personalities.  Such a pilot will lapse into complacency and fail to challenge a weakness.  Self practice seems to breed bad habits.  A bad habit in a maneuver can only develop if the pilot is successful in escaping harmful consequences.  The pilot begins to perceive a certain condition as normal and not a problem. 

 

I recently flew in the back seat behind a pilot I taught over 25 years ago who was beside an instructor I recently taught.  I did not wear a headset because I knew I would be unable to keep quiet.  The instructor let the pilot to descend 400’ below pattern altitude on entry.  The pilot was obviously behind the airplane.  When turning base and final the pilot kept trying to look around the wing for the airport.  With his head both turned and tilted his approach airspeed would vary by 20-30 knots.  At some point both the instructor and the student will get a strong wake-up call.  This pilot was reluctant to take any proficiency courses because of his deficiency in knowing what he knew he should know. 



A pilot must know the rules and procedures of the flying system and of his aircraft.  Only good initial and recurrent training with a competent instructor can be an effective deterrent against those 80 % of accidents causes by pilots.  Misuse of either system or aircraft will eventually not be forgiven.  Making a flight to a nearby airport is going to use the flight time better than doing closed traffic.  Don’t just go out to fly.  Plan your proficiency maintenance just as you would a training lesson.  Throw in some slow flight stalls, and navigation.  Challenge any reluctance to use the radio.  After the flight use it to make notes of what you will do next time.  Practice at least one new technique every time you fly.  If your last crosswind landing showed a weakness, challenge that weakness by requesting crosswind runways.  Set higher standards than just meeting the PTS for your performance.  It takes a dedicated pilot who is dedicated to precision performance to keep a high level of flying performance. 



Develop your skills to gain personal satisfaction.  Set tolerance levels for altitude variations, airspeed control, heading errors, landing accuracy and radio communications.  A pilot has not only skill, but judgment and knowledge. Subscribe to a variety of magazines.  You must read two hours of new flying material for every hour of flying, just as you did while training.  Consider going for an instrument rating.  It will make you a better pilot.  You are probably flying an aircraft with more electronics than your former trainer.  Shut things down until you are flying with minimum equipment.  No autopilot, dual VORs, GPS, HI, and AI.  See how things go.  Fly some self tests related to how long you can fly on heading and on altitude.  Once you have established a base work on doubling the time on each flight.  You only need to  double 1 minute 7 times and you are over an hour.  Seven flights does it.



Once heard said that the pilot stops being good when he stops getting better.



One way to save money is to fly at off-peak hours like early in the morning.  You will spend less time being delayed by other aircraft.  You might even arrange for lower rental prices then.  To maintain proficiency you don’t need a fully equipped aircraft.  Avionics usually cost about $1.00 per device additional. 

 

If you are short of cross country experience make all your flights over 50 nautical miles.  There is some question as to whether this requirement only applies to student pilots and their pre-private requirements.  Where money is the major limiting factor climb in the pattern to clear the airspace and do your airwork for half an hour right over the field.  Make your climbs and turns precise as to airspeed and headings.  Work on timed turns to altitude 180( while gaining or losing 500’.  In level flight make changes in various airspeeds and configuration on a time basis.  Do it once and then try to cut the time in half the next time. 



You probably have done 360(s for a while at 45( banks or even 60( banks.  Do a couple and then cut the altitude variation in half on the third one.  Do a 720( just to cut your own wake turbulence.  Practice landings in the worst weather your proficiency level will allow.  You will probably be the only plane in the sky.  Make every landing contain at east one unique element be it in configuration, pattern, speed, or power.  Expand your capability and explore the outer parameters of aircraft performance.

Ground Instruction proficiency review:

Weather:

Convective activity

Wind velocities

Possible extremes

Information sources:

FSS

DUAT

AWOS and ASOS

METAR/TAF

Regulations:

Recency

90 day requirements

Flight review

IFR competence/currency

FARs

VFR

IFR

Airspace:

Class differences in

Aircraft operations

Pilot requirements

Dimension

Aircraft

Required inspections and maintenance

Required documents

System operations

New electronics

Weight and balance

Performance

Takeoff, cruise, landing

Flight Instruction proficiency review:

Preflight

Enhanced POH checklist 

Taxiing

Speed and alignment

Control position

Radio

Minimum words

Takeoffs and Landings

Normal

Short

Soft

X-wind

Maneuvers

Slow Flight

Stalls

Steep turns

Ground reference

Emergency

Electrical

Fire

Engine

VFR into IFR

Post flight



Flight Review

FROM FAA AC NO: 61-98A 3-26-91

LIST OF FLIGHT REVIEW KNOWLEDGE, MANEUVERS AND PROCEDURES 

ALL TO BE PERFORMED TO PRACTICAL TEST STANDARDS FOR PILOT CERTIFICATION IN CATEGORY AND CLASS.  No negative comments are allowed in a pilot’s logbook about a failure to satisfactorily complete a flight review.

Flight review must include minimum of 1 hour ground, 1 hour flight.

FAR 61.56 says that you must have a flight review within the preceding 24 calendar months to act as pilot in command.  Commercial aviation is believed to be 10 times safer than general aviation because of the required recurrent pilot training program.  30% of pilots involved in accidents are not current for the type of conditions at than time. The flight review is meant to provide pilot currency and improve awareness of applicable aviation changes.  You can’t fail a flight review.  You have completed the flight review only when an instructor has properly endorsed your logbook.

The flight review is an FAA-monitored program. An instrument competency ride is not a flight review. The flight is not a test or checkride, but a flight to assess a pilot’s knowledge and flight skills.  The instructor is trying to determine if the pilot measures up to the FAR requirements. The instructor will teach and review as required to establish the needed skills.  Discuss with the instructor the type of flying you do so that the flight review will suit your immediate needs as well as an expansion of your flight experience.  The flight review is an opportunity for the pilot to improve.  It should be practical, challenging and fun.  Any recurrent training should include at least one instance of dealing with an abnormal situation.  The unusual and unexpected incident may not be  available except in a training situation.  Consider simulated radio failure, SVFR procedures, DF steer, VOR failure, etc.  

Review Items

Use of sectional

Not tricks but hypothetical  flight in marginal conditions which 	activate Transition Areas and ATC controlled airspace.

How to contact Flight Watch

How to contact a radar facility

How to contact a unicom airport and land.

How to contact a multicom airport and land.

How to contact a FSS only airport and land.

SVFR procedure-typical clearance

RCO procedure

Give pilot questions for study.  Covers Sectional, FARs, Aircraft. 	Plan sign-off based on knowledge of these as well as flight review.  	Oral to cover at least 10% of questions.

AIM knowledge  

Questions and answers 

Radio frequencies    

Those to be memorized:

122.0, 122.2, 122.75, 122.85, 122.9,    

Those to be recognized:

123.6, 122.6

OTHER;

FAR Part 91 flight rules and changes in last two years (Not part 61.)

Check papers-currency requirements. 

Use flight as opportunity to become current in landings, night flight, and instruments.

VFR CCR to Neighboring Airport

RETURN TO CCR  

Knowledge of area and use of radio   

Pilot certificates and other FAR Part 61 Requirements

Aircraft

Documents and records 

Performance and limitations

	Loading, weight and balance

	Systems and operating procedures

 	Abnormal and emergency procedures

The difference between legal and safe

Flight planning and obtaining weather information

Avoidance of hazardous weather

Air traffic control and airspace

Preflight inspection

Ground operations 

Taxiing

Flying

Normal operations

Straight and level

Ground reference, traffic patterns

Climbs, turns and descents

Emergency operations

Use of:

Checklists

Aircraft systems

Trim

Control smoothness

Radio communication

Navigation 

crosswind takeoffs

Landings

Normal

Crosswind

Soft field

Short field

Go-arounds

Maneuvering during slow flight 

Stalls 

Stall recognition

Stall recovery

Stall situations

Base to final

Constant altitude turns

Simulated forced landings and other emergencies

Flight by reference to instruments

Unusual attitude recovery

Engine shutdown and parking

Debrief	

Ground Review of maneuvers and procedures

	1. Radio

	2. Departure/arrival 

	3. Taxiing 

	4. Turns 

	5. Slow flight 

	6. Stalls 

	7. Landings 

	8. VOR 

	9. Hood 

	10. Practical FARs



General Legal Requirements

Legal Requirements of an Aircraft:

General 91.7; 91.9

Certificates 91.203

Inspections 91.409

Equipment 91.205; 91.207; 91.215

Minimum equipment 91.213

Fuel 91.151

Legal Requirements of a Pilot

Medical

Chemical 91.17

Currency

Passengers, night, IFR

Flight review

1-hour ground; 1-hour flight minimum

Legal flight Rules

Preflight 91.103

Belts 91.107

Right of way 91.113

Speeds 91.117

Safe altitudes 91.119

Clearance compliance 91.123

Airspace 91.126-130

Emergency rules 91.139

Basic VFR 91.155

	FAA GOT MOD

	Day VFR equipment

	Fuel gauge, airspeed indicator, altimeter, gear indicator, 	oil pressure, tachometer, manifold, oil temperature, 	direction/compass



	Night VFR add FLAPS

	fuses, landing light, anti-collision, position lights, source 	of electricity



SVFR 91.157

IFR altitudes 91.177

IFR Radio failure 91.185



 

Flight instruction __________________________________________

__________________________________



FLIGHT REVIEW PLAN AND CHECKLIST 

 

Name_____________________ Date ____________

 

Grade of Certificate ______________ #______________

 

Ratings and limitations ___________________________

 

Class of Medical _______________ Date _____________

 

Total flight time ____________ Time in type _______

 

Aircraft to be used: Make and model _____N#________

 

Location of Review:

 

Review of FAR Part 91

Ground Instruction: _______________________________

________________________________________________________________________

 

COMPLETION OF REVIEW: 

Remarks

____________________________________________________________

Signed______________CFII #        Expiration Date__________



I have received a flight review which consisted of the ground

 and flight instruction notes above.

                              Signed________________Date_____

 



Flight Review endorsement

I certify that ___#___- successfully accomplished the flight review required by FAR Section 61.65(b) on (date)





NRI 6 Month Check 

Partial list of suggestions               

Items to emphasize

1.	Aircraft performance and limitations            					+ Density alt. 

	 1 2 3 4 5 6 7 8 9 10                        + Max. range

2.	Aircraft loading, weight and balance         - Load for fwd c.g. 

       1 2 3 4 5 6 7 8 9 10                        - Load for rear c.g.

3. Aircraft system and operating procedures        + Brakes 

       1 2 3 4 5 6 7 8 9 10                        + Vacuum

4. Abnormal and emergency procedures               - Gear

       1 2 3 4 5 6 7 8 9 10                        - Radio

5. Aircraft documents and records                  + Inop. equip.

       1 2 3 4 5 6 7 8 9 10                        + Club rules

6. Preflight inspection                            - Checklist 

       1 2 3 4 5 6 7 8 9 10                        - Look for list

7. Use of checklist                                + For all oper.

       1 2 3 4 5 6 7 8 9 10                        + Emergency

8. Use of radios and instruments                   - Com skills 

       1 2 3 4 5 6 7 8 9 10                        - Nav skills

9. Takeoffs and landings

       1 2 3 4 5 6 7 8 9 10  Normal                + Speeds

       1 2 3 4 5 6 7 8 9 10  Short                 + Checklists

       1 2 3 4 5 6 7 8 9 10  Soft                  + Trim 

       1 2 3 4 5 6 7 8 9 10  Xwind                 + Power

10. Go-arounds                                     - Sequence 

       1 2 3 4 5 6 7 8 9 10                        - Speed control

11. Maneuvering during slow flight                 + Smoothness 

       1 2 3 4 5 6 7 8 9 10                        + Clearing    

	 1 2 3 4 5 6 7 8 9 10  w/flaps

12.	Stalls 

       1 2 3 4 5 6 7 8 9 10  clean                 - Speed control 

       1 2 3 4 5 6 7 8 9 10  clean w/power         - Sequence Anticipation  

       1 2 3 4 5 6 7 8 9 10  dirty w/power         - Clearing

13.	Constant altitude turns

        1 2 3 4 5 6 7 8 9 10 clean full cruise     + Clearing 

        1 2 3 4 5 6 7 8 9 10 clean low cruise      + Smooth   

        1 2 3 4 5 6 7 8 9 10 dirty                 + Accurate

14. Simulated forced landing                       - Checklist

        1 2 3 4 5 6 7 8 9 10                       - Speeds

15. Taxiing                                        + Speed 

        1 2 3 4 5 6 7 8 9 10                       + Controls

16. Engine operation                               - Oil

        1 2 3 4 5 6 7 8 9 10                       - Prop EGT              

17. Cross country skills                           + Sectional 

        1 2 3 4 5 6 7 8 9 10  planning             + Computer 

        1 2 3 4 5 6 7 8 9 10  weather              + Safety



Set up the checklist like a score-sheet so that your feeling and the facts can be converted into numerical form. Each numbered item represents an abbreviation of a comprehensive collection of skills.
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