PREAMBLE

The instructions contained in this publication do not in any way alter, supersede nor replace any instructions already in effect in the Federal Air Regulations, The Pilots Operating Handbooks nor the Civil Air Patrol Regulations as they pertain to the operation of Civil Air Patrol aircraft.

FOREWORD
The purpose of this supplement is to clarify the procedures to be followed while operating Washington Wing CAP airplanes.  This information has been compiled from pilot experience, engine manufacturers, propeller manufacturers, repair facilities, accident reports and from other operators of similar equipment.

This publication is in two parts.

Section I: Contains standard operating procedures for which you will be held accountable while operating Washington Wing CAP airplanes.

Section II: Contains suggested operational techniques gleaned from the many highly experienced pilots within the Wing and other organizations.

NOTE

There is always room for improvement in any directive or informational handbook, and if you feel that there are better methods that could be incorporated into this publication, please advise the Washington Wing Standardization and Evaluation Office (DOV).  Your assistance will be greatly appreciated.

PART I: Operating Procedures for Washington Wing Airplanes
1.  PREFLIGHT
A.  Engine Ignition Key: Before and during the airplane preflight, after the doors are unlocked and the flight control lock is removed, the ignition key will be placed on the cockpit glare shield in plain view until it is needed for engine start.

B.  In addition to those items required by Federal Air Regulations (FARs) and the Pilots Operating Handbook (POH), the pilot in command will ensure there is on board a current Seattle “VFR TERMINAL AREA CHART” if VFR flight is anticipated within the Seattle “Veil” area.

C.  A thorough examination of the Aircraft Information File will be conducted to ensure airworthiness, servicing, VOR status, maintenance discrepancies, time remaining to inspection, time remaining to oil change, and any other significant data pertinent to the flight.

D.  The airplane doors will be monitored at all times when opened to preclude their being damaged due to wind or prop blast.  Do not leave the doors unlatched or open while away from the cabin area during preflight, post flight, refueling, etc.

E.  If it is necessary to momentarily leave the airplane unattended, ensure the control lock is installed, the doors are latched closed and the wheel chocks are in place.

2.  AFTER START

A.    The mixture control should remain at full rich after start to provide adequate cooling for the

engine.  If it is necessary to lean the mixture at sea level density altitudes for the engine to run smoothly, this discrepancy should be noted in the aircraft maintenance file. *

B.  Lycoming recommends that 1000-1200 RPM be maintained after start – while the airplane is not moving – to assist in smooth engine operation.  The POH and AFM for the Cessna R182(RG) and the Maule call for advancing the throttle to 900-1000 RPM after start to check that the starter has disengaged.  When that is accomplished, and if the airplane is stationary, the RPM should remain at 1000 -1200 RPM.

3. USE OF BRAKES AND RUDDERS DURING GROUND OPERATIONS
A.  Pilots will place their feet on the rudder pedals in such a manner as to avoid inadvertent activation of the wheel brakes.  This is best accomplished by placing one’s heels on the floor and activating the rudder pedals with the balls or toes of the feet.  If brakes are required, it is a simple matter to raise one’s feet to apply the brakes.  Adjust the pilot’s seat to allow full application of rudder and brake.  Steer the airplane using the rudder first to the full extent before applying brake.

CAUTION

Do not brake the airplane to a stop while using high RPM.

4. BEFORE TAKEOFF ENGINE PREFLIGHT
A.  Allow for an indication of increasing cylinder head temperature (CHT) before advancing the RPM for the magneto, propeller and carburetor heat check.  If outside temperatures and time will allow, it is best to have the CHT indicating in the operational range before the check.

5. PROPELLER PREFLIGHT CHECK
A.  For Cessna Aircraft: Before takeoff, and with the engine running at 1700 RPM, the propeller will be checked per the POH by smoothly pulling the propeller control full aft (high pitch) and returning the control to full forward (flat pitch) without letting the drop in engine RPM exceed 400 rpm.  If the RPM drop during the propeller check does not happen almost instantaneously, which may occur if the airplane has not flown for a while or in cold temperature, then cycle the propeller at least twice more.  This will ensure it is operating properly, purge any air in the system and introduce warm oil into the propeller mechanism.  In either case, do not allow the RPM drop to exceed 400 rpm during any of the cycles.

B.  For the Maule Aircraft: Before takeoff, and with the engine running at 2000 RPM, smoothly pull the propeller control full aft and return it full forward allowing the RPM to drop no more than 400 RPM.  Repeat the cycle once.  

6. ENGINE WARM-UP
A.  Do not close the cowl flaps in an attempt to accelerate the engine warm up.

B.  Before takeoff, in addition to the CHT indicating in the green, ensure there is an indication of rising oil temperature.  This can merely be the needle coming “off the peg.”  As the POH states, excessive ground run on the Cessna closely cowled engines can cause damage due to overheating; therefore, the ground run awaiting an indication of oil temperature will be limited to five minutes.  

C.  If there is no oil temperature indication in that period of time, takeoff is allowed in the Cessna and Maule if:

1.)  The engine can be accelerated with no faltering of the engine.

2.)  The cylinder head temperature is in the normal operating range.

3.)  The oil pressure is normal and steady.

NOTE

         Monitor the oil temperature closely after takeoff.
7. AIRBORNE ENGINE OPERATIONS
A.  Shock cooling of the engine will be avoided as much as possible by proper use of the throttle and mixture control.  Avoid extremely rapid power reductions or “snatching the throttle” from full power to idle except in an emergency.  Also avoid rapid movements to enrich the engine with the mixture control, such as “slamming” the mixture in to full rich.  Such actuation of the throttle and or mixture control can cause damaging shock cooling.*

B.  Full rich mixture should be used during climb with normally aspirated engines through 5000 feet for the Cessna 182 Continental Engines and 3000 feet for the Lycoming Engines (RG). On fuel-injected engines, the Cessna 206 and the Maule, the engine controls should be adjusted according to the settings prescribed by the POH and AFM.

C.  Leaning the mixture on all engines will follow the procedures in the POH and AFM.  It should be noted that leaning to best power in normally aspirated engines is allowed at any altitude when the engine is producing 75% power or less. Leaning may also be accomplished to peak for a best economy setting at any altitude as long as the power is set a 65% or less.  Leaning should be accomplished in accordance with the instructions contained in the POH and AFM for each airplane.*

* A Washington Wing Commander’s 12 March 2002 Memorandum to all Unit Commanders, Subject: Airplane Engine Leaning Procedures, thoroughly covers the methods and rationale of proper engine leaning.  All pilots will become familiar with this Memorandum and operate the Wing airplanes accordingly. This Memorandum is available on the Wing Web Site.

D.  It is realized that reduction of engine power to simulate in-flight engine failures is a necessity, but this will be done at a minimum and with discretion. It should be noted engine failures are most often preceded by partial power loss followed by a complete failure.  Throttle reduction at a rate slow enough to simulate such conditions will be less damaging to the engine.

E.  Use of the cowl flaps during flight will follow the POH, i.e., open during climb and closed during cruise and descent.  The pilot has the discretion to operate the cowl flaps in order to keep the cylinder head temperature in the normal operating range.

F.  As long as the CHT indication is in operating range, the cowl flaps may be left in the open position while conducting closed landing patterns.

8.   TRAFFIC PATTERNS AND LANDINGS

A. To preclude airplane hard landings, it is directed that traffic patterns and landings will be accomplished from power-on, stabilized approaches until touchdown.  Reducing the power to idle on the downwind and gliding to a landing is highly discouraged and not conducive to consistently safe landings.**

** The Wing Commanders 27 January 2002 Memorandum to all Unit Commanders, Subject: Landing Techniques, thoroughly covers the method of accomplishing stabilized approaches.  All Pilots are directed to familiarize themselves with the contents of this Memorandum and operate the Wing CAP airplanes accordingly. This Memo is available on the Wing Web Site.

9. RETRACTABLE LANDING GEAR OPERATION
A.  When lowering the landing gear on retractable gear airplanes, the pilot will hold his or her hand on the gear handle until there is a safe “down” indication.

B.  If the landing gear fails to extend in the traffic pattern, the pilot will exit the pattern a safe distance before trying to resolve the problem.

10. USE OF THE BRAKES ON LANDING
A. When accomplishing practice short field landings, brakes will not be used.  Instead, pilots will verbally state after touchdown that they are simulating maximum braking and simulating raising the flaps.

11. AFTER LANDING PROCEDURES
A.  On touch and go landings, especially in the Cessna 182 RG, pilots will use extreme caution and positively identify levers, switches and trim wheels before activating them when reconfiguring the airplane for takeoff right after touchdown.

B.  When making multiple landings in the Cessna R182(RG), leave the landing gear in the extended position.

C.  When making a full stop landing, except in an actual, real life short field landing situation when the flaps are raised for more effective wheel braking, pilots will refrain from actuating any levers or switches until clear of the runway.  Only then will the pilot actuating them after positively and visually identifying each.

D.  Prior to engine shutdown, a magneto grounding check will be accomplished at an RPM of 1000 or less by turning the ignition key to the off position and right back on to see if the engine momentarily quits.  If the engine does not quit, the discrepancy will be entered in the Aircraft Information File and reported to the appropriate authority.

E.  On engine shutdown, maintain the engine RPM at 1,000 for at least five seconds before moving the mixture control to idle cutoff to help purge the cylinders of excess fuel.

F.  Remove the key after the ignition is turned off and place the key on the glare shield in plain view until ready to lock the airplane controls and doors.

12. POSTFLIGHT 

A.  The pilot in command of the flight is responsible for ensuring that the necessary entries are made in the Aircraft Information File, the airplane is refueled, secured and proper payment for the flight time and fuel has been made.

B.  If the airplane is to be left unattended more than momentarily, ensure the control lock is installed, the doors are locked, the wheel are chocks are in place, and the airplane is tied down.

C.  All discrepancies will be entered on the appropriate page in the Aircraft Information File and reported to the appropriate authority.

13. COMPLETION OF THE FORM 5s AND FORM 91s

A.  If the flight was a Form 5 checkride, the check pilot will enter his initials on those lines next to what was accomplished in the “TYPE CHECK” box. 

B.  If the applicant received a satisfactory Flight Review (BFR), Instrument Proficiency Check (IPC), or a high performance/complex airplane approval, the proper endorsement may be made on the Form 5, the Form 91 for a BFR or in the applicant’s logbook.  If the applicant desires the Form 5 to be used as a record of a current BFR, IPC or high Performance/Complex aircraft approval, the appropriate endorsement as per FAA Advisory Circular 61-65D must be entered on the Form 5 - or on the Form 91 in the case of a BFR.

C.  Cockpit Resource Management is recognized as an essential element of safety.  However, you will be expected, until otherwise advised by the checkpilot, to conduct the check flight as the sole pilot on board the airplane with no one else on board qualified to assist you with the checklist or airplane procedures.

D.  Any applicants wishing to be evaluated for, and to exercise instrument privileges in CAP airplanes, will have in their possession the current instrument charts, approach procedures and other publications necessary for instrument flight.

E.  First time applicants for a Form 91 checkride will provide evidence of having completed the training as shown on the CAPF 101T-MP (May 01).

SECTION II: Suggested Techniques for the Operation of Wing Airplanes
THE FOLLOWING INFORMATION HAS BEEN DERIVED FROM THE MANY YEARS OF AVIATION EXPERIENCE ACCRUED BY THE PILOTS OF THE WASHINGTON WING, FROM OTHER HIGHLY EXPERIENCED PILOTS AND FROM NUMEROUS TEXTBOOKS, ENGINE PROPELLER OPERATING MANUALS AND MANUFACTURER’S RECOMMENDATIONS.

1.  FLAP PREFLIGHT

A.  The Cessna POH does not require extending of the flaps for inspection; however, if you feel inclined to do so, keep in mind the drain on the battery.  Extension to twenty degrees is sufficient to inspect for the condition of the tracks, rollers and rods, and if you have no passengers, wait until after engine start and the alternator is on the line before raising the flaps.  If you have passengers, use caution when loading to prevent head injuries and specifically door damage in the case of the Cessna 206.

B.  If you want to check for asymmetrical extension of the flaps in a Cessna before takeoff, include the extension check during your flight control check in the “Before Takeoff” checklist.

C.  The Maule Airplane Flight Manual (AFM) calls for lowering the flaps full down during preflight.  These flaps are mechanical and pose no drain to the battery.  

NOTE FOR THE CESSNA 206 & MAULE
Caution must be exercised in opening the rear passenger door to prevent damage to the door, window and flap.

2.  PASSENGER BRIEFING

A.  CAPR 60-1, 2-6, (o) describes the minimum passenger briefing required.  Attachment 2 of this Flight Operation Procedure is a suggested amplification of briefing subjects that may be covered, as the pilot in command deems necessary.

3.  TAXIING

A.  The POH describes the proper position the flight controls should be held in taxiing in the wind.  An additional suggestion is to hold the control column full aft while taxiing (except in extreme tail winds) to help keep the propeller as far off the surface as possible.  The little extra height of the propeller tip attained by this method can mean the difference of picking up a stone.  This is especially true during engine runup.  An additional benefit of keeping the control wheel back is the airplane will turn better with less weight on the nose wheel.

B.  Testing the brakes while taxiing out of the parking spot should be done gently.  Power and brakes should be coordinated to prevent having to apply brakes with engine power applied except, of course, in tight turns.  The engine should be at idle when using the brakes to come to a stop straight ahead.

4.  ENGINE RUNUP

A.  When performing the engine runup, especially on an unprepared surface, hold the control column full aft to help increase the prop tip to ground clearance to prevent picking up damaging rocks.

B.  When the engine temperature allows the engine check, increase the rpm to the specified rpm, do the engine and instrument checks, and immediately bring the RPM back to 800-1000 in the Cessna 182 and Cessna 206; and 1000-1200 RPM in the Cessna R182(RG) and Maule before continuing on with the rest of the checklist.

C.  If you observe an engine rpm rise when performing the carburetor heat check, you have obviously encountered carburetor ice on the ground.

5.  RADIO COMMUNICATIONS

A.  Radio communications should be professional.  At uncontrolled airfields, there is really no necessity to tell everyone that you are leaving your parking spot, taxiing, etc.  You merely have to announce your departure, arrival and intentions - closed patterns, downwind departure, closed patterns, touch-and-go, full stop, etc.

B.  Keep your radio calls short and informative.  For example, when asking for flight following, your call should be, Seattle Center, CAP Flight 4655, Cessna 182 slash alpha, over Yakima, 2,000, request flight follow to Walla Walla.  Eliminate the “Hello, This is November, aahhh, I’d like to get some flight following…,” and all the other homey stuff.

C.  During IFR keep your calls short and business like.  Know what you are going to say before you press the mike button.  Read back altitudes correctly.  Non “nine point six,” or “ninety six” but, “niner thousand six hundred.”  When checking in, tell the controller your altitude and the altitude you are going to.  There is no necessity to read back frequencies, transponder changes.  Just acknowledge.  There is already excessive verbiage on the air.  The proper response for a clearance such as, “you are three miles from Ritz, turn right to 110, to intercept the localizer, you are cleared the approach, contact the tower at Ritz,” would be, “CAP Flight 2224 right to 110, tower at Ritz and cleared the approach.”  Nothing more.  Be professional.

D.  Monitor your voice input.  Talk into the microphone in a normal tone of voice and normal volume.  Keep the mike close to your lips and avoid shouting.

6.  AFTER TAKEOFF  (NOISE ABATEMENT)
A. There is a prevailing myth amongst pilots that an engine failure is most likely to occur right at the time of the first power reduction after takeoff.  In fact, this has been proven to be an extremely rare occurrence.  Given the continual battle we are waging in keeping our airports open and the importance noise abatement has in these wars, it is most important we all stay aware of the aggravating noise being cast upon our ground-bound neighbors.  Where operational conditions allow, a reduction in power on takeoff to help sustain our privilege of flying is more important than trying to sustain a myth an engine failure may occur.

B. The Cessna 206 and the Maule are especially noisy airplanes. After reaching Vy in the climb out in these airplanes, reduce the power as directed by the POH or AFM.  The quicker you can reduce the propeller RPM, the quicker you reduce the noise.  In normal conditions, there is no need to blast away up to 500 or 1000 feet with full RPM.  If you need the power to climb, such as at a high-density altitude, then use it.  Just don’t abuse it.

7.  ENGINE FAILURE AFTER TAKEOFF (PRACTICE)
A.  The question often arises as to how high you have to be right after takeoff to make it back to the field in case of an engine failure.  Try the following: Establish yourself at Vy, 1500 feet AGL over a prominent landmark while pointed into the wind.  Add climb power and climb at Vy until reaching 2200 feet AGL (700 feet.)  Now simulate an engine failure; make a forty-five degree bank turn back pulling until the stall warning horn starts to sound (which is proven the best bank angle for the least amount of altitude loss,) and see if you make it back to your landmark at 1500 AGL. This exercise will give you a great insight into what you can do.

B.  The POH is very definitive on what to do in case of an engine failure immediately after takeoff, and these procedures are to be followed.  Control of the airplane to a survivable landing is your primary concern.  However, if you are well airborne and have time to trouble shoot, why not do so?  The following acronym will work in the majority of single engine airplanes, is easy to remember and will work in most phases of flight.  The pronunciation is “SEE SIMP.”  CCSIMPP.
  C = Control

          


  C = Carb Heat On

                                  
  S = Select Fuel (to another tank)

                      

  I = Ignition (Check it on)

              M = Mixture Rich

                                         P = Pump On (Select the Aux Pump)

               P = Primer Locked

8.  AIRBORNE MANEUVERS (Remember that even golf pros take lessons.)

A.  All pilots periodically need to work on their coordination.  If possible, set aside some time on your flights to work on coordinating the use of your rudders and ailerons.  It will improve your flying and make you more cognizant of the importance of the use of your rudders during maneuvers and landings.

B.  Except into the last phases of stalls, trim should be used during all phases of flight.  The Cessna can be trimmed hands-off for nearly any maneuver except stalls.  Steep turns are made much easier by incorporating ample nose up trim.  Traffic patterns are much smoother with proper trim.  Trim is absolutely essential for consistently good landings.  Trim is also the key to excellent instrument flying.  Take the time to learn the proper use of trim by continually trying to fly the airplane hands-off.  It will pay off in the long run.

9.  TRAFFIC PATTERNS

A. Entrance to the downwind should position the airplane so that the runway is “bisecting the wing strut” when viewed from the cockpit.  Maintain an airspeed of Vref + 20 Knots. 

B. Limit your bank angles to 20 degrees of bank as much as possible during the pattern.

C. Application of the first increment of flaps, a reduction of engine power and the start of a descent should occur opposite your planned touchdown point. 

D. When the touchdown point is forty-five degrees behind you as viewed from the cockpit, start a turn to base.

E. The second increment of flaps should be applied.  Establish an airspeed of Vref + 10 Knots on base leg .

F. Final turn should be made as to achieve the VASI/PAPI or any other optical landing system if available.  Don’t hesitate to use the ILS glide slope if available. Otherwise, try to be at about 400  feet at three-quarters of a mile from your touchdown point.

G. In the case of the Cessna, apply the final increment of flaps on final approach, and establish the airspeed at Vref and (Full flaps will have been lowered in the Maule by base leg.)***

10.  PATTERN TIPS

A. Some pilots feel that using full flaps on final approach for landings in out CAP Cessnas and Maule will present a difficult situation in handling the airplane in case of a go-around.  If you feel this may be the case, it is suggested that you try the go-around maneuver at altitude with the airplane trimmed “hands-off” for a Vref final approach and full flaps.  You will probably find that it is not that much of a problem.***

B. Turning from downwind to base to final can be facilitated by utilizing flaps to help you turn.  When you begin your turn to 20 degrees of bank, lower the desired increment of flaps, and the nose of the airplane will come through the turn much more easily.  Moreover, the trim changes will be much less in the new flap configuration and slower airspeed.  Try this technique at altitude while flying a simulated traffic pattern to see if it works for you.***
11.  LANDINGS
A.  Three factors make up the ingredients for consistently good landings.

1.) Trim. Adequate trim should be used to allow you to fly hands-off, especially on final at the specified final approach speed.  Trim should then be used to help in flaring the airplane for landing.  Keep in mind that a go around will require a rapid application of nose-down trim.

2.) Sight Picture.  Look at the end of the runway and not directly at the spot on which you are trying to touch down.  With the nose in the proper attitude on touchdown, there is no way that you can see your touchdown spot over the nose.  Continue to glance out to the sides to sustain your depth perception, but concentrate at the end of the runway while adjusting the attitude and position of the nose on the horizon.
3.) Use of power.  In the Cessna 206, the Maule and the Cessna 182 series, power should be gradually reduced during the flare for landing.  A little power will assist greatly in “blowing” the tail down to allow the nose to be held up on touchdown.  The approach with the proper airspeed can be accomplished even with power on if a stabilized approach is first established on final, and trim is used during the flare.  Cutting the power out on final and merely gliding to a touchdown will not give you the kind of landings you want to perform consistently.  A touch of power until touchdown makes for better landings in the larger single engine Cessna airplanes and the Maule.***

***The Washington Wing Commander’s 27 January memorandum, “Landing Techniques,” thoroughly explains the proper method of flying a proper traffic pattern and making a good landing.  (See Section I, Paragraph 7., A.)

B.  Short Field Landings.  A stabilized approach as described above is absolutely essential for good short field landings.  The difference between the short field and the normal landing is that in the short field you concentrate hard on your touchdown spot.

1.) When established on a stabilized approach to clear a fifty foot obstacle, visually “place” the desired touchdown spot on your windscreen and keep it there.  If the spot starts going up the windscreen, that means you’re going low and you should raise the nose to keep the spot stationary.  Of course, when you do this you are probably going to lose airspeed so add power to keep the recommended speed.  If the spot goes low, drop the nose, and reduce the power if necessary to keep the desired speed.  This maneuver usually requires continual and rapid power and control inputs all the way down final.  At about 100 to 150 feet from the touchdown spot pull off the power and touchdown “firmly” to help dissipate your forward speed.  In an actual short field landing, get the nose down right away and get on the brakes while raising the flaps.  Remember that on simulated short field landings, you only verbalize that you are braking and raising the flaps.

C.  Soft Field Landings.  This landing can be accomplished the same way as above except your touchdown should be as smooth as practical while keeping the nose wheel off the ground as long as possible.

D.  Crosswind Landings.  The crosswind landing also requires continual control and power inputs right to touchdown and roll out.  Do not assume that one position of the controls and power will carry you through the landing.  It takes rapid and numerous inputs of controls, and it is imperative that you maintain the proper sight picture while using the slip method for alignment.  Keep the longitudinal axis of the airplane aligned with the runway all the way to the runway and touchdown on the upwind wheel first.  Keep flying the airplane until the downwind wheel touches, and then put the nose wheel on the ground for better directional control.  It is imperative to continue the necessary aileron and rudder inputs to keep the airplane tracking straight and the upwind wing from lifting.  Do not just release the controls when you touchdown because you stand a good chance of an upset.  Stay in control of the airplane until parked.

E.  Crosswind Practice.  One method of honing your crosswind skills is to fly in a crosswind about one hundred feet above the runway for its full length never touching down while making the necessary rudder and aileron inputs to keep the longitudinal axis of the airplane continually aligned with the runway.

F.  Emergency Crosswind Landings.  We are limited to the crosswind figure in the POH; however, if you should find yourself in a position where you have to land in a higher wind, don’t hesitate to fly at an angle across the runway to reduce the directness of the crosswind.  In case of an emergency, don’t hesitate to consider landing on a cross taxiway that is long enough to get stopped.  Declaring an emergency at a towered airport, if necessary, will generally allow you to land on a taxiway more aligned with the wind.

12.  INSTRUMENTS
A.  Instrument flying, like most of visual flying, can be made easier by the proper use of trim, bank control and rudder use.

1.) Attempt to continually trim the airplane hands-off while flying in simulated or actual instrument conditions.

2)  Use no more than standard rate turns when feasible.  Coordinate turns with the rudder.  Most turns require a little nose up trim.

3)  When established on final, try to make small heading changes using only rudders.  This eliminates a great deal of the adverse drag induced by the by aileron use.

13.  PREPARING FOR THE FORM 5 AND FORM 91 CHECK RIDE
A.  Preparation is essential.  CAPR 60-1, Attachment 5 contains the instructions to be followed for the conduct of the Form 5 checkflight.  Attachment 1 of this Flight Operation Procedure is a suggested amplified checklist for your use in making additionally sure you are ready for a check flight.  Its use, in conjunction with CAPR 60-1, Attachment 5, will save both you and the checkpilot considerable time, and facilitate the conduct of the flight.  BE PREPARED!!!
ATTACHMENT 1

CHECKLIST FOR PREPARING FOR THE FORM 5 AND FORM 91 CHECKRIDE

1.  SCHEDULE THE AIRPLANE AND CHECKPILOT: It may be necessary to get assistance in scheduling the flight.

2.  COMMUNICATE WITH THE CHECKPILOT: Let the checkpilot know what you want to accomplish on this check ride well in advance of the flight.  There are certain preparations necessary for the completion of a BFR, IPC or other items you may want to complete.

3.  OBTAIN A FLIGHT RELEASE FROM AN FRO: It may be necessary for the check -pilot to help you in attaining this clearance, but arrange that in advance.

4.  OBTAIN THE PERTINENT WEATHER FOR YOUR FLIGHT: Have the weather available in written or printed form for the checkpilot.

5.  BE ON TIME AT THE APPOINTED MEETING LOCATION: The checkpilot may well have more check rides to administer, and tardiness can cause an adverse chain reaction in his schedule.

6.  BE ATTIRED IN A PROPER UNIFORM: If on a mission check flight, make sure you have the appropriate survival gear.

7.  HAVE THE FORM 5 OR FORM 91 READY FOR COMPLETION: On the form 5, enter the date, name, etc., across the top of the form and complete and sign the “REVIEW OF CERTIFICATES AND DOCUMENTS” box on the back.  On the Form 91, enter the date and fill out the two top rows of the form.

8.  HAVE ALL APPROPRIATE EXAMS COMPLETED FOR GRADING: Review Attachment 5 of CAPR 60-1 for what is required for a Form 5 Flight. In the case of a first-time Mission Pilot Check Flight, have evidence of having completed the training documented on your CAPF 101T.

9.  HAVE YOUR PERSONAL DOCUMENTS OUT AND HANDY FOR REVIEW: The checkpilot will review your certificates, your logbook and your currency. If applicable, you should have a current BFR, IPC, Complex/High Performance or any other pertinent endorsement for what you want to accomplish on the check ride in addition to your record of the flying hours required by CAPR 60-1. 

10.  HAVE PROOF THAT YOU POSSESS A CURRENT COPY OF CAPR 60-1
Have a copy in your possession when reporting for a checkride.

11.  HAVE PROOF OF PASSENGER CARRYING CURRENCY.  You must have accomplished three takeoffs and landings within the previous ninety days.

12.  HAVE THE APPROPRIATE NAVIGATION AND INSTRUMENTS CHARTS: You must have the current and appropriate instrument publications, charts, etc., for instrument flight in your possession if you intend to demonstrate instrument proficiency for flying instruments in a CAP airplane.  Remember that you must have a “VFR Terminal Chart” if flying in the Seattle “Veil” area.  The latter may be borrowed from the checkpilot if you do not normally fly in the Seattle “Veil” area.
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