       “DON’T BE A FLYING MONKEY”
This manual is intended to prepare a Commercial or ATP rated pilot for a job in a two-crew aircraft. It also would be good for a pilot trying to ascertain a Type Rating in an aircraft over 12,500 lbs. [image: ]
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                             Introduction           
                       FLYING MONKEYS
Welcome to Davy’s world as it has been called. I am an average guy with a lot of real-world flying experience and training. While working for the past 3 years as a Lear 45/75 Instructor in a Part 142 school, which will remain nameless, I noticed that the pilot shortage has created a large group of flying monkeys. Through no fault of their own. Pilots have been able to move up in the ranks very quickly and in doing so they lack a lot of tools in their toolbox they should have. A very simple example would be centering the ball after an engine failure in a Part 25 certified aircraft. In this Manual I will discuss all the memory Items from the QRH and why they are memory items. I will also cover Abnormal checklist from the QRH. These are just a few examples in this manual that you were never taught. In Davy’s world there are Captains, F/O’s, Pilots, and Flying Monkey’s. After reading this manual my goal is to take from the bottom to a highly respected and sought after Captain. There is a big difference between a pilot and a Captain and after reading this manual you will see the difference. I hope. I have laid this manual out the way I taught Initial ground-school to your simulator training. From ground school to your check-ride and what to expect on the ride. Make sure you thumb through this manual and you will see it’s easy to follow and comprehend.
The main goal of this manual is to help manage expectations. Very good, less experienced, pilots would show up for the first day and be overwhelmed at what an uphill battle they are facing along with keeping their job! They have dreamed of this moment, and it has arrived only to quickly become a nightmare! 
[bookmark: _Int_rTbzWy1b]I hope I didn’t scare you but from the moment you show up to the moment you go home with shiny new Type Rating you are being judged and held to a standard. Be ready. Another reason I wrote this manual is because you may only get one shot in this lifetime. Make  sure you prepare. I was playing A league baseball back in the day. You basically pay your own way in that league. Next Spring I got a tryout with a Major League Team. I was 23. Last chance to make it. I was a pitcher. On a good day I could break 90 mph. I was on that day luckily. I struck out a couple of AAA players and most of the A and AA players I faced. One AAA guy took me long. I think the ball is still in Orbit. I hurt my neck looking at it go, Lol. I was the fastest guy in camp. 3.6 seconds home to first. They took me aside and said they were very interested in me and said grab a bat and take 10 swings. I was not worried because swinging the bat I was good at. I lead my team in hitting in high school and my A team. But I had not practiced all winter in hindsight. Boy, was I wrong. I missed every meatball they threw to me. They shook my hand and said thanks for coming. Have a good day. That was the end of my baseball career. YOU MAY ONLY GET ONE SHOT! BE PREPARRED! I retired to play softball with my friends.



              Preparing for the first Day

Reading this manual and preparing well in advance for 
your future job cannot be impressed more upon you to make school a little easier. You have worked hard to get this far. You dreamed of this when you were much younger just like every pilot has. Don’t blow it now! Now that you have secured a great job depending on this outcome, the information in this manual will help you go to your school with confidence in knowing what will be expected of you on the first day through the last. Read this manual, gather the required additional information, and perform a lot of armchair flying and you will breeze through this 21-day endeavor. Here we go!
Here is a list of items you must memorize or become familiar with prior to your First Day.
Your Aircraft Limitations (AFM) Memorize!
Yor Aircraft QRH Memory Items. (Found in the Emergency Section). (Boxed items). Memorize the first two memory lists because they are very important. Remember boxed items in the checklist are required verbatim. 
You are, as a pilot, to perform these checklists exactly as written. THE AIRCRAFT IS IN AN UNSAFE CONDTION AND NEEDS YOUR ATTENTION IMMEDIATELY. The non-memory items are recommended not required. During training you will be required to perform the full checklist but when flying your aircraft you may decide on a safer course of action. These checklists are designed to risk manage the situation you are in, and this is their suggested course of action. Remember, IF YOU HAVE NO PLAN YOUR PLAN IS TO FAIL.
QRH Emergency Section. Familiarize!
QRH Abnormal Section. Familiarize!
Your company OPS Specs. Especially concerning C073, C079, and C064. Make sure you at the very least become familiar with section B and C. You will be trained in these areas. Big help if you have a general understanding of the information.
Review FAR/AIM on Instrument Flying.
Make sure you review how to read a TAF, METAR, ASOS, AWOS, AREA FORCAST CHART, WINDS ALOFT CHART, and High-Altitude Weather Charts.
Reading Jepp Charts. Especially 10-9,10-9a,10-9b, and how to read the minimums and Briefing Strip.
Review FDC Notams and regular Notams.
You will be given a Cockpit Poster on the first day. Put it up in your hotel room and sit in front of it!!!!!!!!!!!!!!!!
THIS SHOULD ALLOW YOU TO DRINK FROM A GARDEN HOSE WHILE YOU ARE THERE DURING GRONDSCHOOL.
DO NOT WORRY ABOUT SYSTEM KNOWLEDGE, THEY WILL TEACH IT TO YOU DURING THE FIRST WEEK. There is usually a ground school test but it is not graded. 
Make sure you armchair fly the memory items in the Emergency Checklist prior and all during ground school. Also, you should armchair the maneuvers coming later in the manual every day if possible. Remember R U A C.
Levels of learning. It all starts with Rote!
Then comes Understanding.
Pay special attention to the Electrical, Pneumatics, Hydraulic, Flaps, and Gear Systems!!!!!!! They are systems you should be very familiar with!
                         
            








             MEMORY ITEMS FROM THE 
  QRH EMERGENCY SECTION!!!!!!!!!!
These memory Items from the QRH are boxed. They are written to be performed exactly as written! You have to use just the words in the exact order as written. The aircraft is in very dangerous condition, and the memory items will position the aircraft to a safer more manageable condition. After you perform the memory items you can finish up the rest of the checklist by calling for the correct checklist. Be very specific when calling for a checklist. Memory Items and the ensuing checklist required at training but not on the line. After the memory item is read and verified the rest of the checklist is an option. Remember when I said, “If you have no plan your plan is to fail”. What I mean is if you have a better plan than the remainder of the checklist, apply it. After the memory items the remaining checklist gives you a plan and it has been risked managed it to fit all situations. Maybe not for the current situation you find yourself in. You are the captain, and it is your responsibility to safely maneuver that aircraft to a safe landing. These examples here in no way replace the Memory Items in the AFM or QRH of the aircraft you are training for. 
There are a few checklist I am not going to cover because they are pretty straight forward.
Here goes!
                                 The Engine Fire Checklist.
Affected engine:
                          Power Lever         Idle unless you are in a critical situation and the power is needed.
                         After a certain amount of time, 15 to 30 seconds, Power Lever to Cutoff if Fire indication still exists. 
                 FIRE SWITCH (Fuel)   PUSH
                 EXTINGUISHER #1      PUSH 
                 Declare an Emergency.
                 EXTINGUISHER #2      PUSH if the fire indication remains after 15 to 30 secs.

This should complete the memory item in most jets and large turboprops. If the fire indications go out after the original waiting period, before shutting down the engine, then you most likely have a bleed air leak, and the memory item stops there. You do not shut down the engine. It is then up to you whether you declare an emergency in this situation. I would return for landing. Then call for the Engine Fire Inflight Checklist. I personally recommend climbing to your obstacle clearance altitude before running the Memory Items if it happens on take-off. Your choice, your companies’ rules, or Ops Specs need to be applied. 
                                         ABORT CHECKLIST
FP Call for the ABORT “ABORT ABORT ABORT”
Power levers to Idle
Maximum braking.
Extend the spoilers if not already extended.
Reverse engines if needed.
FP instruct the NFP to tell the controller you are Aborting your T/O.
Do not use reverse if the engine is on fire.
After stopping, set the emergency brake.
FP Call for the Abort Checklist.
The checklist will now inform you to go into the AFM and look up the expanded checklist for the Abort. In their it will address what to do depending on the speed at which you commenced the Abort. Remember the NFP has 2 specific jobs on the takeoff roll and one of them is to note the speed at which Abort and start a clock to keep track of the time limit on T/O power.
Among other duties which I will address later in the manual. The Learjet 45 and 60 have Carbon Brake Pads. They do not work properly until they warm up. 400 degrees Fahrenheit I was told but not confirmed. The speed ranges for the abort checklist are usually 1) Below 40 kts. 2) 40 to 80 kts. 3) 80 kts. to V1. These speeds determine the wait period for another T/O and who may inspect the brakes and tires. You or Maintenance.
There is a chart in the AFM by the manufacturer. Normally it is the Maximum Weight Landing Chart.
                    EMERGENCY DESCENT CHECKLIST
Crew Oxygen Masks         Don
Power Levers                       Idle
Autopilot                               Disengage
Spoiler lever                        Extend
Descend at                          Vmo or Mmo
Pax. Oxygen                         Deploy
Crew Oxygen Masks        Select the Mic. To Mask switch
Interphone Switch            INPH

THIS IS A VERY IMPORTANT CHECKLIST TO PERFORM EXACTLY AS WRITTEN!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!
Your life and the passengers lives may depend on it. Most oxygen masks are designed to go into EMER above fl. 360. We fly around with masks in 100 percent oxygen in case of smoke in the cockpit.   At FL 360 there is not 3 lbs. of atmospheric pressure to keep your lungs inflated so they collapse. The flight crews have pressure oxygen available when the mask is in EMER, either manually or automatic. Some masks do not have the function. You will know if you must test the EMER selection on the mask during preflight. The passengers do not have pressurized oxygen available so when the cabin pressure gets above FL 360 their lungs collapse and they cannot breathe. They are out. That is why when you are up high and you have a pressurization problem you need to “suit up” and get going downhill ASAP. Your masks usually are quick donning. Using only one hand to affix in 5 seconds. Make sure the mask is secure. You should be descending usually at 8,000/min. to get down fast. Your passengers’ lives are counting on you.  The Lear 45 is designed to descend from fl 510 to 14,000 ft. msl in 4 mins. and 15 secs. You will not be able to communicate with the mask in EMER. The masks automatically go out of EMER at FL 300 cabin alt. and back to 100 percent setting. Until you can talk a good controller will typically contact you and ask you to respond with an Ident. Once you get the aircraft going downhill, and have completed the memory, Select FLCH High and select the autopilot on. This way you can concentrate on your emergency. Upon arriving at your obstacle clearing altitude instruct a passenger that is awake to check on the others and report back to you ASAP. This emergency and “Smoke in the Cockpit” are the two worst emergencies that a Captain and First Officer can experience. Thank God I never had either of the two happen to me.                             
                             SMOKE IN THE CABIN/COCKPIT
Oxygen Masks                                     Don
Smoke Goggles                                  Don
Emergency Depress Switch         On
Masks Microphones                        MASK 
Interphone                                           INPH 
That should complete the memory item. After this memory item there are 3 pages in the QRH to deal with your exact problem. Very extensive. You do not drop the passenger masks because you do not know yet what is causing the fire or smoke. Never feed an existing fire with more oxygen. Most oxygen systems automatically drop the masks at 14,500 cabin altitude. Some oxygen systems have limiter valves that close the outflow valves at 13,700 cabin altitude to prevent the mask from dropping (Lear 45/75 and 60). This gives you time to figure out where the smoke is coming from. You can always manually drop the masks anytime you feel necessary. The difference between a known source and an unknown source is if the fire can be put out with a fire extinguisher. If it can it is a known source. 
If I ever found myself in this situation, I would try to find out the source after running the memory items. I would ask the passenger where the smoke is coming from. If they said an iPad that was smoking, I would instruct them to use a fire extinguisher to put the fire out. If they said the coffee pot I would pull the power from the non-essential bus. If they cannot determine where the smoke is coming from then I have an unknown source checklist to work through. This scenario is required in your training but is not graded.
This is one of the most difficult training exercises. Remember, in real life you have a full-face smoke mask and your passengers have nothing. They may try to take your mask. Not a good situation to be in. Shawn at CAE Lear 45/75 program had a great exercise for this emergency. I learned a lot from him. Great instructor.


        PITCH AND ROLL UNCOMMANDE MOVEMENT!!!
Control Wheel Master Switch             Depress and Hold.
Attitude Control                                        as Required
Pitch Control                                              as Required
Power Levers                                              as Required

The reason I want to talk about these two is a lot of pilots get confused with the Control Jam Checklist. You run this checklist if you are flying along and the aircraft starts to turn on its own or climb/descend on its own. No input from you or the autopilot. Push and hold the Big Red Button. It is that simple. No just call for the checklist and run it. When flying with the auto-pilot on the Stabilizer usually has a clacker to let you know it is moving the Stabilzer.

                          EMERGENCY EVACUATION
After An Abort
Emergency Brake                                          Set
Both Power Levers                                        Cut-off
Emergency Lights                                         On
Emergency Batteries                                   Off
Main Batteries                                                Off

This memory checklist is straight forward. Come to stop on the runway and jump out.
I want to add my own two cents. While aborting the take-off, instruct the NFP to declare an emergency. Mayda, Mayday, Mayday 45SF is declaring an emergency on runway 36C. 7 souls onboard with a right engine fire. The controller will come back with “say intentions”. Ignore him/her and wait for instructs from FP. A lot of companies will have the assigned Captain take-over after the parking brake is set. With the brake set, shut down both engines. Emergency lights on. With both engines cut instruct the NFP to take the 5 passengers out the Left Front Passenger Entrance and take them 300 feet in front of the aircraft on the runway and wait there. While he is doing that, call the controller and tell him/her you have evacuated the aircraft and we will be 300 feet in front of the aircraft on the runway. Now kill both batteries buses, check the aircraft for any passengers, get out and meet up with the other people. An emergency person will meet you and ask if everyone is off and you can assuredly tell him/her Yes!
Remember the indications of the fire are not on the Hot Battery Bus. Only the controls to operate the Firewall Fuel Shutoff Valve and the Fire Bottles are on the Hot Battery Bus. So, when you turn off the main and emergency batteries you will also be turning off the fire indication. You can still fight the fire you just will no longer have a fire indication. You can fight the fire you just have to remember which side it is on. You are not required to fight the fire in training but in real life you probably should unless you have your eye on Gulfstream. Lol.

                                         Terrain Aural Warning
Autopilot                                                     Disengage
Power Levers                                            T/O or APR
Increase Pitch
Spoilers                                                       Retracted
Flaps                                                             Retract To 8 or Up
Gear                                                              Up
Flaps                                                             UP

This memory item is straight forward except for the two flap commands. The first Flaps 8 command is used if you are on an approach and you get the Terrain Warning. You would immediately execute a go-around procedure. The second “Flaps Up” command is to verify they are up. Then Gear Up after a positive rate of climb. Then flaps up. Initial pitch should be at least 20 to 30 degrees. You need to get away from the ground ASAP. Watch pitching to high or you may have to then   perform an Unusual Attitude Maneuver to lower the nose. The emergency is over when you stop hearing the warning. Power back to 70 percent N1 and level of at the correct altitude.
                                     The Stall Warning 
Lower the Pitch Attitude
Power Levers                                              T/O or APR
Wings                                                              Level
Accelerate out of the pre-stall condition

The Stick Shaker will activate 10 to 15 kts. before a stall. We put our nose on the horizon and fly out of this condition. No need to lose altitude. I recommend APR power of you wind up in this situation. It counts as three cycles on the engine but who cares. Anytime you use APR power you have to make a logbook entry. Just like any engine exceedance or an Abort. I have not seen anyone have a problem during training or on a check ride with this maneuver.
  
   LOSS OF BOTH GENERATORS AND MAIN BATTERES
L and R Battery Switch                        On. one at a time.
L and R GEN. Circuit Breakers         Set
Engine N2                                                  Above 80 percent
L and R GEN. Switch                            On

You probably had a ground fault on one of the buses listed above. You have had a total electrical failure. Not to be confused with a Dual Gen. Failure which has no memory items. You will be bringing the Gen and Batteries on, one at a time, to see which buss has the short. After the memory items you will run the checklist as written

                             DUAL GENERATOR FAILURE
This failure has no memory items. If you find yourself in this situation, just call for the checklist and go slowly through it. Listen to each call out and think about it. If you are going to be on the ground in less than 15 minutes, I would just continue on and not do anything but normal check lists. 15 to 30 minutes until landing I would just run the checklist up to the call for shutting of the primary navigation instruments and discuss it with my NFP partner about how we should proceed. Just because you lost the Generators doesn’t mean you have to land using the stand-by instruments. You could also contact your controller and declare an emergency and turn off everything but 1 radio, tell him you will respond with an ident to his instructions, and turn it all back on when you are close to landing. In real life you will have numerous choices but in training you will be instructed to turn it all off. You will then learn to land using the Stand-by Instruments. You are not graded on this maneuver just like the “High Dive”. Just a “demonstrated check”.

I think I have covered the more important Memory Items, but all are required. The ones I left out are straight forward.

        


       Recommended Generic Briefings
One of the biggest problems I witnessed at my Part 142 Training Facility was the lack of expected briefings.
These are very important tools. There are many briefings you should have in your toolbox for future use, and these are a few that will help you get through training. One briefing in your career will be to brief the Cabin Crew on the first leg of the day. This briefing will take you places you have never been before. The questions you will get during the briefing will be crazy. “Will this flight be bumpy at any time” during our 9-hour flight. Yikes. This is code for “we don’t want to serve much so make sure you put on the Fasten Seat Belt as much as possible” and make announcements that the F/A’s need to be seated. Lol.
The briefings I am about to share with you I have gathered from numerous ground schools I have attended over a 40-year career. From airlines, charter companies, to Part 61/91 type rating courses. I have spent a lot of time sharpening these tools for my toolbox and I bring them with me every day to work. 
There are 4 very important briefings that I witnessed that were lacking in many clients trying to ascertain a type rating.
Remember that after the FAA conversion to the ACS there is no longer a SIC training course or separate check ride. All pilots coming through a training course at a Part 142 school take the same check ride whether they are a PIC applicant or a SIC applicant. That means a SIC applicant with 900 hundred hours get the same check ride as a 10,000 ATP applicant. Not fair but that’s the rules. It used to be a low time pilot could go to school and train to FAA SIC standards. They no longer exist. With that said here are a few examples of required briefings you will need on the first day of simulator training.

                                         Pre-taxi Briefing:
This briefing in real time is given after the walk around and getting the clearance and meeting inside the FBO or sitting at the gate after the Before Start Check list. But in training it is done prior to engine start checklist after receiving the Clearance.
“The current ATIS is Alpha”.
“Confirm that the Clearance is in the FMS with the NFP”.
“We can expect runway 18C”
“We are currently on the midfield ramp”.
“We will exit the ramp here on to A”.
“Turn right on Taxiway A and pull up to C7 hold short line”.
“Ramp and taxiways are slippery so I will ride the brakes to warm them up”.
“We will check the brakes and reversers while on the ramp while not moving. No check list will be performed while moving”.
“Any questions or additions”?
OR SOMETHING LIKE THAT!!

                                         
                                       Pre-T/O Briefing:
Performed just prior to Taking the runway for take-off and the Line Up Check list.
“I have the controls”.
“I am the flying pilot”.
“N1 setting is 89.1”
“We are going to depart runway 18C using the CRAZY 1 DEPARTURE”.
“Our first fix MERIT and is in the FMS”. 
“Our initial altitude is 10,000 msl”.
“The SID calls for an acceleration of 250 kts asap”.
If part 121 or 135 Use OOPS Specs required briefing from Section B or C.
Part 91 as follows
“Set T/O power by 40  kts”. Required.
“Any failure prior to 80 kt. We will Abort on the runway”.
“After 80 to V1 we will only ABORT for engine failure, engine fire, or loss of directional control.
Bring the flaps up after 1500 ft. agl.
If we do have an emergency after V1 we will climb to 2500 feet msl. And deal with emergencies”.
MAKE IT BRIEF NOT A SERMON!!!!!
“ANY QUESTIONS or ADDITIONS”.
OR SOMETHING LIKE THAT !!

           Pre-Take off Briefing LLWS Advisories in Effect:
Add to Abort criteria between 80 and V1 in case of LLWS.
Also, if we get a LLWS Adv. After V1 but prior to Vr we will continue down the runway until reaching the last 2000 of the runway and climb out using the Windshear Profile to safe altitude.
Add that we will not be rotating until V2 plus 10 if there is no windshear and climb at that speed until reaching 3000ft. agl. Just like a Noise Abatement Climb.
       

                                      Approach Briefing: 
It should be done at altitude or prior to the Approach Checklist.
Instruct the NFP to get the current ATIS and set up the expected approach in the FMS.
FP                  “I have the aircraft”.
Have the NFP perform the A B C’s
The NFP gets the ATIS. 
The approach:
The NFP will  build it, Bug It, and be prepared to be Briefed on it.
Give the NFP the aircraft and you verify the approach.
Take the aircraft back from the NFP.
Call for the Approach Checklist.
Complete the Approach checklist.



                            MANUEVERS!
                                               Normal T/O
Power levers up slowly for take-off, 3 to 4 seconds
Power set by 40 kts.
80 kts. call  ( two communication rule)
V1    (aircraft is above Vmcg)  
VR    “Rotate”   (aircraft is above Vmca)
A nice slow rotation to 15 degrees nose up. (3 degrees per sec.)
V2   (Single-engine climb speed)
Positive Rate “Gear Up”
400 feet is just a call to let the FP know he/she is entering the third segment climb.  
1500 feet agl. and speed above the manufacturers recommendation with no flaps. “Flaps Up”
Start to increase your speed from V2 up to 250 kts. by lowering the nose to 10 degrees. At 250 kts., select speed mode, and let the aircraft climb at 250 kts. until 10,000 msl. Then accelerate the aircraft to 270 kts. or .70 mach. About 10 degrees nose up also.
NORMAL LANDING: 
In the Simulator:
Fly your approach to the runway at Vref, and maybe up to 10 kts. over, max. From 200 feet agl. to 50 feet agl. slow the aircraft to Vref. Cross the end of the runway at 50 feet above the runway and when you hear “50 feet” automatic call slowly pull the power levers to idle.
Pull the nose up as the aircraft slows to keep it in a slightly nose high pitch. Go right down and land on the runway. Remember the boss is not in the back and you are not judged on how smooth your landing is. Just don’t crash it on the runway. Apply the brakes smoothly and it doesn’t have to max braking. When the aircraft has stopped on the runway, set the parking brake. Landings in the aircraft you may not want to pull the power off at 50 feet. Just saying. You will get a good feel once you get to fly the real thing.
I have listed most of the maneuvers required on the check ride in other sections of this manual. Here are a few more to help with your anxiety during this time. 
                            UNUSUAL ATTITUDES
These are performed in a four-step sequence.
                                              NOSE HIGH
Nose high, power high, and verify by looking at the standby instruments.
1. Push the power levers up to T/O power or APR.
2. Roll the wings 90 degrees to the horizon.
3. Let the nose of the aircraft fall to the horizon.
4. Roll the wings level.
5. Power back to 70 percent N1. And 250 kts.
6. Autopilot on.

                                                  NOSE LOW
Nose low and power low.
Roll the wings level.
Slowly pull the nose to the horizon.
Power up to 70 N1. After 250 kts.
Autopilot on.
Very simple maneuvers once you get the procedure down.
Nose is high or low.
How do I want my wings?
Nose to the horizon.
Easy, peesy, lemon squeezy.

                                                    STEEP TURN
45 degrees of bank while maintaining altitude and speed.
The key is just double your scan speed. While normally banking the aircraft, it turns relatively slow. In a steep turn it will turn very fast. Doubling your scan speed will help and it will work out great. Remember you will only be scanning the A/I and the Altimeter with an occasional look at the A/S indicator. Bump the power up a little before banking the aircraft to help maintain your altitude and air speed. I am sure your instructor will help you with this. 
                                                 STALLS
Let them teach you what they want. Each Manufacturer and School has their own way to perform them. My DPE buddy reminded me that the FAA changed the criteria for a stall in the ACS. Make sure you don’t get a secondary Stick Shaker because it is an automatic failure. Make sure in the recovery the nose of the aircraft is below the horizon a little to prevent a second Stick Shaker activation. Loss of altitude is not a reason for failing a check ride.  Most recoveries are a simple 2 engine go-around once the aircraft has attained Vref.
                                     CIRCLE TO LAND!
Not a tough maneuver when you think about it. It is just a low visibility night landing with no vertical guidance. You enter on base and descend to the circling runway that must be at least 90 degrees from the runway you shot the approach too. Speed should be no greater than Vref plus 20 and no less than Vref plus 10 while circling to land. Slow to Vref plus 10 when you are lined up on the centerline of your landing runway. You must land in the first 25 or 30 percent of the runway so use maximum braking is required. The instructor should be sitting between the two you after maximum braking. Lol.
The only other time you use maximum braking is on the Abort or any emergency. Just a night VFR landing from BASE! The goal is to descend down 300 agl. while entering the approach lights. If there are no approach lights then you should be on a mile final lined up with the runway at 300 feet. Remember a stabilized approach, while circling, is from 300 feet agl. above the runway to the ground. At 300 feet agl. you must be lined up with the centerline of the runway, approximately 1 mile out, no faster than Vref plus 10, wings level, and the “Before Landing Checklist complete”. The stabilized approach starts at 300 feet agl. If you have additives for gusts, you can add them to the plus 10. Vref always is the published Vref. You should slowly take out the additives to cross the runway threshold at Vref and about 55 feet agl. The TCH. Shoot for being 300 feet agl. 1 mile out or coming into the approach lights. Works great. Shooting for the touchdown zone leaves no margin for error.
                                                        CDA
Constant Descent Angle!
Replaces or gives you a pseudo glideslope.
Take ½ your approach speed and 10 to it. Add a zero to the number and that becomes your descent rate per minute. 
120 x ½ = 60 plus 10 = 70.  70 + (0) = 700 feet /min. descent rate. Used on non-precision approaches. OPS SPEC C-073. 



                                                           DDA 
Derived Decision Altitude!
Just add 50 feet to your MDA and this becomes your new Minimum Descent Altitude. Your pseudo–Decision Height (DH). Simple. Can be used on an RNAV/VNAV Approach. It also can be used on any non-precision approach if you are trained for it and it is approved.  Under Part 61/91 it is now mandatory training. ACS
OPS SPEC. (073)
                                      NO FLAPS LANDING!
Easy.
Take-off.
Climb on runway heading.
Flaps up.
Flaps Fail/Flaps Fault appears in the EICAS.
Call for the checklist.
Plan to land zero flaps.
Remember to ask for the longest runway.
Declare an Emergency if you feel it necessary.
Fly around at 180 kts. until on Final.
Gear down.
You can use the spoilers because you do not have flaps extended.
Land.
Apply normal braking unless you feel you are going off the end of the runway.
It is not a hydraulic failure.
Tax clear of the runway.
Taxi to the ramp.
Check ride over.

                                         WINDSHEAR WARNING
This is not a Memory Checklist, but it is!!!!!!!!!!!!!!!!!!
                                                       Landing:
LLWS Warning.
Apply T/O power of APR.
Pitch-up to at least 20 degrees initially.
Leave the aircraft in its present condition.
Apply more or less pitch to get the Stick Shaker on.
“Ride the Shaker” until the warning stops and the speed increase above Vref.
Once safely above Vref perform a go-around procedure.
Level off at assigned altitude.
Power back to 70 percent N1.
Autopilot on.
The NFP should be calling out agl. altitudes and whether the aircraft is climbing or descending during the maneuver to help the FP.
Windshear T/O is covered in the Briefing section.                    
            


             


       
                    MISSED APPROACH

Upon reaching your minimums and not seeing the runway you will perform a missed approach. A nice slow transition is the key to an easy missed approach.
A 3 degrees/sec. rotation to 15 degrees nose up.
Power levers pushed forward. Current position to T/O
Power up, within 3 to 4 seconds. YOU CAN USE APR POWER BUT YOU HAVE TO MAKE A LOGBOOK ENTRY. APR COUNTS AS 3 CYCLES ON THE ENGINE.
NFP “Minimums, Go-around.
Press the go-around button.
FP    “Flaps 8” (maybe different for your aircraft)
Apply T/O power or APR.
Pitch to 15 degrees up.
NFP “Positive Rate”
FP “Gear Up and set select speed mode set Vapp”
FP “Select Heading Mode”
We are done “Aviating” now it is time to “Navigate”
“
Climb at Vapp until 1500 agl. and speed above Vapp. + 40kts. (Lear 45 recommended).
1500 feet agl. is the top of the 3rd segment climb.
FP    “Flaps up”
Remember to slow to 200 kts or less 3 mins. prior to the holding fix. AIM.
I recommend 180 kts. to save fuel.
FP “Go-Around Checklist”
Single-engine go-around is the same accept you rotate to 10 degrees nose up. And reduce the flaps to a T/O setting.





                      THE PERFECT V1 CUT
This is an accolade I received from my B-767 FAA               check-ride. “The best V1 cut I have seen in over 5 years” It felt great. Years and years of perfecting my briefing and flying it. Now that I hurt my arm patting myself on the back, I cannot take all the credit. I knew my V1 cut was good, and it was but these additions, items “made it the bomb”. The additional info came from an OMNI Instructor named Scott. He took me aside and said I had a good V1 cut but he had some additions. What a difference. He was correct. My V1 cut had gotten me through 8 or 9 previous Type Rides and about 60 6-month rides but this was the bomb, like I said.
Here Goes
Push the power levers up to T/O. (about 4 sec)
Leave your hands on the power levers until V1.
FP   “Set T/O power”
Remember the FP does not look back inside the cockpit after setting T/O power. The NFP’s job is to start a timer, make sur T/O power is attained and keep a watch on the instruments for the FP. He/she will also note the speed in the event of an Abort. 2 crew means 2 crew. Not “I am in charge. Gear up, flaps up, now shut up.” That was the Air Florida accident.
T/O power set by 40 kts. NFP (required TERPS)
“40 kts”. Call by the NFP “T/O power set”
NFP “Airspeed Alive”
NFP calls ”80 kt. Cross Check” 
Informs the FP that they are now in a High Speed Abort area and it may be hard to control the aircraft. Also, it is a required response by the FP. “check”. The 2-communication rule. No response after 2 queries, ABORT!!!!!!
The FP should take the crosswind correction out and push the yoke full forward to help with steering in the event of a steering malfunction or a failure at V1 at 80 kts. 
V1 Engine Failure. The aircraft is above Vmcg. 
Push both power lever forward 
NFP “Rotate” (Not a commend, he/she is telling you that you are safely above Vmca.
Slowly start rotating the nose of the aircraft towards 10 degrees nose up. 3 degrees/second.
NTP “Positive Rate of Climb”
Center the Ball.
FP “Gear Up, Speed mode, and set speed V2.
Start trimming the Rudder into the good engine. Usually full trim with maximum power in a jet.
The aircraft Pitch Trim should already be set for a V2 climb.
FP instructs the NFP to declare an Emergency.
(Mayday, Mayday, Mayday Lear 45SF has lost the right engine. 6 souls onboard and 4 hours of fuel. Also, the NFP should ask for runway head and an Obstacle Clearing alt. above 1500 ft. agl. 
The Controller should agree and comply.
Autopilot “On” at 500 ft. agl. ONCE THE AIRCRAFT IS TRIMMED.
NFP should be ordered to get the current weather. You might have to divert to another airport. Your alternate airport for take-off if the weather was below take-off minimums when you left.
At 1500 ft. agl. retrim the aircraft with the autopilot on.
Accelerate the aircraft to 180 to 200 kts.
N1 set at 75 percent  
Retrim the aircraft.
Complete the memory items from the Emergency checklist! 
Call for the “Engine failure after V1” checklist and the complete checklist   (Challenge, response, response by the NFP.)
FP should discuss with the NFP:
1. Restart.
2. Returning to the departure airport.
3. Diverting to the T/O alternate.
If diverting, Climb to new level-off alt. If you are going to the T/O alt. start a climb 100ft./min. upon reaching 1500 feet agl. until reaching 200 kts. Then continue to climb to your assigned altitude, in Speed Mode, at 200 kts. There is usually a 5 min. limit on the use of T/O power.
Power back to MCT now or 75 percent N1
FP calls for the “AFTER T/O checklist”.
FP pilot calls for the “ABC’s”
     ATIS then the NFP contacts the controller to find out what approach you can expect. You will be assigned an ILS and the weather will be at your minimum in training.
FP pilot instructs the NFP to Build, Bug, and Brief the approach.
NOW THE FP IS ALL SET UP INCASE OF QUICK APPROACH!
NFP should verify with the FP if he/she wants runway heading on the missed approach and a different altitude then the published alt. “YES”. 
NFP      Then asks the controller for alternate missed approach instructions usually runway heading to 2000 feet agl.. As an emergency aircraft you should get it every time.
FP then calls for the “Descent” checklist.
FP then calls for the “Single-engine Approach and
Landing checklist”.
Fly the assigned approach.
At the final Approach Fix start down the ILS and call for the Landing Checklist. You should be fully configured.
FP “Landing checklist is complete”?
NFP “Yes”.
At the 1000 ft. call set the missed approach alt.
Fly the approach at Vref up to 10kts above this speed. It is allowed. Nothing below Vref.
YOUR FIRST APPROACH WILL BE A SINGLE-ENGINE GO-AROUND.
There you have it. Feel free to modify it any way that works better for you or your company. You would be amazed at the pilots that show for training and can fly the plane but have plan after 500 ft. I could not believe it. They got to 500 feet agl. and no plan after that on how to accomplish the chore of getting the aircraft back safely on the ground. They became dependent on checklists instead of using checklists as a tool.
IF you have no plan your plan is to fail. Now you have a plan.
Each aircraft you fly will be different and you need to be ready to modify this tool to meet your current aircraft procedures. At the very least you will be going with a plan. You will not fail. DO NOT FIGHT WITH THE INSTRUCTOR. COOPERATE, GRADUATE! They may make suggestions. Listen, analyze, and make the change if warranted. If not, explain your position and he/she might agree. Sometimes it is easier to go with the flow. 




            
             
                 THE S/E GO-AROUND
This go-around is a little different then a normal go-around.
NFP   “Minimums”
FP       “Go-around and Flaps 8.” (usually 8 or 10)
Push the Go-Around Button on the yoke or thrust levers. Add t/o power or max. power. Rotates to 10 degrees nose up.
A nice 3 degree per second rotation.
Push the thrust levers up slowly. ( about 3 to 4 seconds)
Pushing the go-around button sequences the FMS to the published missed approach and also turns off the autopilot.
Add rudder as needed and start trimming.                   
NFP   “Positive Rate”
FP       “ Gear up, Speed Mode and set the proper speed.” (usually approach speed plus 10 kts.) “Heading Mode”
NFP    “ 500 ft.
FP        Trims the aircraft and “autopilot on”.
Verify missed approach altitude
Select the proper Navigation Mode.
“Emergency aircraft” You should get runway heading
Climb at assigned airspeed to 1500 ft. agl or higher.
NFP   Calls the tower and tells them you have missed the approach.
The tower controller will acknowledge your call and verify your altitude climbing too.
The tower controller will then ask you to “say intentions”.
NFP    Ask the controller if the weather has improved?
The tower controller will inform you that an aircraft just landed and reported the weather is at minimums.
NFP checks with the FP and see if he wants to return.
The tower controller will vector you around for the same approach.
AT 1500 ft. ag; or higher you will cleanup the aircraft if needed.
Increase speed to 180 kts.
Since you are already set up for the approach I probably would not call for go-around checklist.
FP  “Please run through the Single Engine Approach and Landing Checklist”
FP    “I consider myself briefed on the approach”. 
Remember that each manufacturer may have subtle differences but you at least have A PLAN.
You would believe how many pilots come to school without a plan for a V1 cut or missed approach. Too many. 

          



                      THE CHECK RIDE
This you have been dreaming about and training for ever since your Private Pilot Days. I know that it was for me. I was so worried that I wouldn’t pass that it made me sick. My first Type Rating was in a SD-3. A Shorts 330 which I had never flown before. The saying about the Shorts 330 was that they threw away the plane and decided to fly the box it came. It flew like that too. I got hired as a captain to fly night freight for a FED Ex contract after getting laid off from a King 200 Captain job. All the training was in the aircraft because there were no simulators yet for Turboprops. I made it through, but I had no idea what to expect. My first jet type rating was in Lear 60 after 25 years flying turboprops. No time in the right seat either. I was totally consumed by this aircraft even though I had 20,000 hours mostly as a captain In a Dash-8. Luckily my training partner had 5000 hours in a Lear 35 and didn’t need much training. I need mine plus his. By the end of third session in the simulator I finally crawled up from hanging onto the tail into the cockpit. It was a lot of work. The Lear 60 climbs like homesick Angel. I had been through numerous airline ground schools and simulator training prior to this training, so I knew what to expect. The jet still ate my lunch. It was by far the hardest type rating for me to get. The Dash-8 also was no picnic. The reason for my telling you this is no matter how much experience you have you still have to totally commit to this adventure 16 hours a day or more. They do not give these SIC or PIC jobs away. With the onset on the ACS, which replaced the PTS, there is no longer an SIC ride that is different from the PIC ride. Just right seat or left seat training. Same check ride. Same standard. SAME TEST!!!!!!!

Here We Go
You show up with your ID. Next you present your IACRA reservation to the Examiner. In there will be your sign-off from your instructor.
The Examiner will explain the rules for the check ride.
You will get an ORAL. If there are two of you the Oral will take one hour with each of you answering every other question. The school will prepare you.
The Oral will include a Walk-around quiz. You can have the AIM/FAR’s and AFM manual available during all Orals.
I haven’t seen anyone bring one in.
After completion of that you will take 10 minutes to relax and then proceed to the simulator for the flying portion. Decide who is going first. I always wanted to go second to get warmed up.
You will pre-flight the Cockpit and get in and adjust your seat.
Away we go!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!
These are just generic checklist names. Each manufacturer has very specific name for checklists.
Put on the headsets and call for the “Before Engine Start Checklist”.
You will get an engine start malfunction and another fault at the examiner’s discretion. Usually, the Stall Test will fail is the one they usually chose. It is a no-go item. Do/verify checklists.
Next comes the “Before Taxi Checklist”.
Do the whole checklist on the ramp in training. 
After completion call for taxi.
Write down the instructions.
Brief the taxi route and make sure you leave the airport diagram out so both pilots can see it.
Taxi to the assigned runway by the route assigned.
REMEMBER YOU TAXI BEYOND THE SIGNAGE BEFORE YOU TURN!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!
While taxing run the “Before Take-off Checklist”.
Call for the “Line -up Checklist” when at the assigned runway.
Taxi onto the runway and take-off. Check the runway minimums. Your visibility should be 500 rvr, 600 rvr, or 1000 rvr depending on OPS Spec C079.
1600 rvr Part 91/61. 
You normally will be assigned a SID.
Fly the assigned SID following all the instructions in the SID. Frequencies, speeds, headings, and do not forget to select ” Nav Mode” for T/O.
For all take-offs in training, you will set up by selecting the go-around button and pushing the “Heading” button. You should be in HDG and G/A mode.
Climb up to 10,000 feet and perform your maneuvers assigned by the examiner.
Stalls, Steep Turns, Nose High, and Nose Low unusual attitudes. 
I will explain how to fly these maneuvers in another section. They are not hard except for Steep Turns.
Once finished set the autopilot.
Each maneuver is considered complete once the autopilot is selected on.
Get the current weather.
The examiner will give you vectors for a non-precision approach, usually a Full RNAV/VNAV Approach.
You will fly the full approach, including a course reversal, until 100 ft. agl. Expect a go-around at 100 feet.
Climb out usually at 200 kts. to your holding fix.
On the way you will have an engine failure.
It will be restart-able.
Re-start the engine.
Once the engine has started you will be vectored to a circle-to-land approach.
Once you land you will back-taxi to the beginning of the runway.
You will now get your V1 cut
Departure instructions should be runway heading to at least 2000 feet agl,
Don’t forget to check the weather.  It must be legal for your operation and the runway you are on!!!
Run your check lists and you will be vectored back around to shoot an ILS Approach to the runway you just departed.
Fly the ILS approach to a single-engine MAP
Ask for Runway heading to 2000 ft. agl MAP instructions.
Vectors back to the same runway. Fly the single-engine approach to landing. The weather should be just above minimums for landing.
Land, max breaking.
Taxi to the end.
Turn around and take-off
Abort on the runway. 
Taxi to the end.
Take-off again to a Flap Failure.
Vectors for a zero-flap landing.
Remember you will not have flaps so the spoilers are available.
Land
Taxi to the ramp.
FP Call for the After Landing and Shutdown Checklists 
Check rides complete.
Congratulations!!!!!!!!!!!!!!!!!!!!!



                         NOTABLE NOTES
In this section there will be random items I think you should know or be aware of. Remember there will be a lot of tools in your toolbox that you acquire that are good tools but are tough to describe. Here Goes!
Push the yoke fully forward after the 80 kts. call to help in the event of an Abort or steering problem prior to V1. You will stay on the runway. Take the crosswind correction out at this time.
A nice slow rotation recommended by the manufacturer will keep the aircraft going straight after the “Rotation” call out. I recommend 3 to 4 degrees per second. Heavy aircraft require this so you do not hit the tail on the runway.
The “Rotate” call is not a command but is required to let the FP know he/she is above Vmca and can safely leave the runway.
The V1 call informs the FP that they are above Vmcg.
From 80 kts. to V1 you are in “no man’s land”.
V2 is a climb speed calculated by the manufacturer to meet second segment climb requirements. The second segment climb starts above 400 ft. agl. and the gear is up. The climb gradient for the 2nd segment is 2.4. If something interferes with the second or third segment climb gradient the airport will have an  approved new climb gradient requirement to clear the obstacle or a turn away from the obstacle. The third segment climb gradient is 1.2.
No turns below 400 feet agl will be assigned.
Remember the third segment climb begins at 1500 ft. agl. The second segment starts when the gear is up and has a 1.2 climb gradient
Anytime you are below V2 plus 25 kts. on take-off use 14 to 15 degrees of bank (Lear 45/75 or 60). Other Manufacturers have published recommended speeds
Also speeds published for the MAP and take-off to prevent an Accelerated Stall.
The recommended speed for turning using the Command Bars after a MAP is Vapp plus 40 (Lear 45/75). 14 to 15 degrees is recommended until reaching that speed. (½ Bank).
A Jammed Elevator and a Jammed Stabilizer are two different animals and should be treated that way. One is a jammed aircraft control, and the other is a jammed trimming device. Two completely different actions are required.
Remember when you are looking down tell the pilot you are heads down. It does not relieve you of anything it is just a good callout.
Do not change anything in the FMS unless instructed
By the FP.
All T/O’s are commenced using the go-around button and heading mode.
Do not T/O or land with windshear’s reported to be + or – 15 kts.
Never T/O or land with a thunderstorm within 10 miles of an airport on your tail.
Remember the difference between Severe turbulence and Extreme turbulence. Severe Turbulence is where you cannot maintain your current altitude. Extreme turbulence is where you have lost control of the aircraft.
While rolling down the runway for T/O, until V1, think 
Abort. V1 until 500 ft. agl. think engine failure. Once above 500 ft. agl. with the auto pilot on relax and enjoy your flight until landing.
Initial pitch after T/O, without an engine failure, should be to 15 to 20 degrees pitch up.
An LPV or ILS Approach is not considered a Precision Approach unless the DH is below 300 feet agl.
The T/O alternate does not use 600/2 or 800/2 minimums. The weather just has to be above landing minimums upon the estimated time of arrival. It is not required in a Flight Plan.
A T/O off Alternate is not required under 61/91 rules.
A T/O Alternate Part 135 is within one hour on two engines.
A T/O Alternate Part 121 is within one hour on a single engine.
Make sure you are aware of your Destination Airport Alternate requirements in your OPS Specs. Your destination airport could be 0/0 if you have 2 alternate airports listed in your flight plan. IT depends on your OPS SPECS.
Part 91/61 will always be 800/2 and 600/2 minimum.
Make sure you check to see if your OPS SPECS permit CAT II or CAT III landings. You will be trained on them if you are allowed to perform them.
Remember you are in Indian country below 5000 feet agl. There are a lot of Cherokee’s, Aztec’s, Tomahawks, and Comanches so be careful. They may not be expecting a guided missile to be flying near them at 250 kts., maybe 3 times faster than they are going while they are looking for Niagara Falls.
De-ice is when you spray warm glycol on the aircraft.
Anti-ice is when you put anti-fluid on the aircraft, after de-icing, and is designed to blow off at certain speeds on the t/o roll.
Type 2 anti-ice fluid is designed for Turboprops and has a shorter hold-over period.
Type 3 is no longer available.
Type 4 is designed for jets and has a longer holdover period.
I think type 2 will blow of at 60 t0 70 kts.
I think type 4 will blow off at 80 to 90 kts. but I wouldn’t bet the farm on it.
Remember that your altimeter may need a “Cold Weather Temperature” correction.
There is a published chart for cold weather corrections.
Remember to adjust your MDA or DA for an ILS, VOR VNAV/LNAV, ADF, SDF, or LDA approach. You don’t adjust your DA for an LPV Approach. It is not required.
Only add the adjustment to published altitudes from “INSIDE” the FAF to MAP. Not the FAF. No other published altitudes need an adjustment.
Advise ATC when you Temperature Correcting.
If the airport is listed as a cold weather airport it will be on the Jepp Plate.
If you are going to an airport with an ATIS it will be included in the current report if required. 
When flying in Canada it always required below 0 degrees centigrade.
Most airports in the US are in Alaska. There are some in the Rockies.
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