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�Private Pilot’s First Flight(


As a new private pilot you have suddenly acquired responsibilities and possibilities that a year ago were merely dreams.  Now you can take close friends and family for rides.  I would urge you to restrain this initial urge and take up pilot friends or acquaintances who are familiar with flying.  Use them as sounding boards to check your competence to fly with the inexperienced.  I recommend that all first flights go to another airport that has something of interest to do.





The FARs have a very limited view of passengers.  Passengers wear seatbelts.  That’s it.  The pilot is well advised to do considerably more.  Staying out of the way during preflight is a basic.  Where to step on getting in is another.  Opening and shutting the doors are another.  A pilot who fails to use his passengers to the maximum is not playing with a full deck.





More advanced input should include how to ventilate the cabin and use the environmental controls of the control panel.  Opening the windows


should be a very limited pastime.  Except for the blind, all passengers


should be advised where to look for other aircraft.  On the horizon


aircraft get bonus points, especially if they are approaching at an


angle from behind.  You can now let passengers practice their English


airplane talk on the radio.  No license required.  Make sure they get


plenty of practice.  In an emergency an emergency talker can be handy.





A smart pilot will avoid airsick passengers by recommending that they look as much as they can as far as they can.  Avoid reading or looking inside the airplane.  passengers should have a piece of ginger candy before entering the plane.  the pilot should have a garbage bag as part of his flight kit.  A non-mesh baseball cap will work and tends to be usually handy.





Speaking of emergencies, its a good idea to show them the ELT and mention that there is an ON switch in case the landing is soft.  A survival kit might be a good idea.  Doors tend to jam when twisted in a crash, Windows can always be kicked out.





After a poor initial flying experience you are very unlikely to get a non-flyer into the airplane again.  The way you say things to a flyer should be quite different than to a non-flyer.  Have the aircraft ready to go before the passenger arrives.  Send them to the bathroom. Carry a plastic barf-bag in your pocket but don’t show it.  Airsickness can be reduced by keeping the passenger interested and busy looking into the distance.  Keep the air vents open.  Be efficient and casual during the start and runup.  Keep a simple running commentary going as to what and why you are doing what you do.  Returning to the airport for landing is a tension period for the passenger.  Give simple explanations as to why you communicate, slow down, add flaps, or will land on one wheel in a crosswind. 





Always pick a perfect VFR day and make the flight simple and short.  Avoid the airport busy hours.  Morning flights are best.  Stay high.  Show your passengers where they are and what they can see at every opportunity.  After you gain experience sunset flights are the prettiest.  You can avoid any “compensation” problems and make them “sharing” by telling your passengers that you are going on the flight anyway.  Any passengers must offer to share the expense without being asked.





As a pilot you should never stop being a student.  Your new license is nothing more than a license to learn.  There is a great different in the way you accumulate experience.  100 hours of flight time can be 10 x 10 hours or 100 hours.  Plan your flights to improve your abilities and knowledge.  Personally, I did not cross the Sierras until I have over 300 hours.  I made several flights across with instructors before I felt capable of meeting likely situations.  





Any time you sense that a flight may be stretching your capability, take along a CFI.  Don’t hesitate to try different CFI’s.  You will learn to discriminate differing qualities of instruction.  Make each flight hour an improving experience.  Flying frequently is more important than a few long flights.  Go some different directions to places beyond fifty miles so that you will accumulate cross-country experience. Find someone to share your flight costs and experiences. 





As a student or new pilot you are prone to making s slip of judgment or a mistake in judgment.  Training accidents are more frequent than pilot accidents but the probability of a fatality is low.  Fatal accidents usually occur after the student gets his pilots’ license.  25% of pilot accidents occur during the performance of maneuvers deemed illegal or unauthorized.


Frequency Cards


It is a good idea for you to make a sequential list of frequency settings from takeoff to landing for every flight.  Initially the same one will be used but as flights proceed to other airports and even multiple airports a new sequence card should be used from takeoff to landing.  Later on, the Nav side of the radio will be included.


CCR to APC at Minimums 


The planning for a flight at minimums is quite different than a normal VFR flight.  A flight at minimums is usually called scud running.  The preparation took place many flights ago.  You must know the terrain, the airea, the obstacles, the checkpoints., the airspace requirements and everything  else related to the flight.  Determining your position, direction of destination and the area to be flown must never be in doubt.   The ‘what if’ contingencies must be anticipated.  Fly the route that gives you the most options or ‘outs’.  This means that you do not ‘just’ plan your route.  You must also plan a way  to ‘back-out’ if the need arises.





What this means is that in a flight from the CCR Class D footprint to the APC Class D footprint you can fly under a layer of fog within 700’ of the ground in the daytime only as long as you do not enter a cloud and can see 1 mile in your flight direction.  You will not be allowed to either enter or leave either of the Class D airspaces by means of a SVFR clearance unless there is a reported 1 mile visibility.





By FAR you will not be allowed to fly above 700’ of the ground except where the fog deck allows you 500’ clearance below.  Within the Class D airspace you are limited by your clearance to a specified altitude (2000 to 1500) or lower if required to remain clear of clouds or one mile visibility.


Within the Delta airspace you must be clear of clouds, not above the clearance altitude restriction and have 1 mile flight visibility.   You are allowed to fly higher in the Delta airspace of CCR by clearance higher than you are allowed to fly upon leaving the Delta airspace.  Draw the flight line CCR to LVK both direct and via freeways so as to determine how the flight should  be made under a 900’ deck.





CCR to Rio Vista at Minimums


On a direct flight from CCR to Rio Vista you must remain within 700’ of the ground under but up to the fog deck and you will be allowed to climb above that altitude only when the fog deck exceeds 1200’.  However, you should note that there is, near Rio Vista, a two mile distance where 1200’ is specified and for that short distance you could fly up to 1200 but not above that until the deck reached 1700. (the required 500’ below.)  It is important that you note the areas of 700’ (Magenta) between the Bay Area and where they meet the 1200’ regions which are no longer indicated in blue on most areas of the sectional.  It an area is not magenta it is blue except in some mountainous areas.  I have found that the best way to teach both safe and legal flight in minimum conditions is by actual flying in minimum conditions.


Why limit touch-and-goes?


Do you believe that you could ever have become a competent driver by just driving around the block?  In the 'real' world of flying, pilots seldome resort to touch-and-gos. 





I do touch-and-gos at neighboring airports as part of my area familiazation as well as for landing experience.  I handle the radios while we do pattern work. We get an early exposure to pilotage, altitude and route selection,


and radio procedures.





The next flight after a students first solo I fly with my student to a close by airport and back again.  I get out, and have the student then make the trip by himself.  The next three flights we do the same type of lesson only to different airports. 





Now my students are signed off and qualifired to go to any one of four different airpots.  Once is Class C, two are Class D and the other is uncontrolled.  Each airport in in a different quadrant from the home field.  they are signed off to make these flight any time they wish, after informing me of intent and expected conmditions.  We may make a night flight in a circle to all of them.





When my students start on their cross-country flights, regardless of direction they have comfortable knowledge of a very large area.  They can fly farther away and know that should they be misplaced,  they can return into familiar territory.








