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          “DON’T BE A FLYING MONKEY” 
                           Private Pilot
This manual is for a person training to become, already, or thinking about becoming a Private Pilot. It is all about being safe while having fun. If your instructor is making your training fun than find another instructor to make it enjoyable. If you want to get an Instrument Rating the funs tops for the first 10 hours and then become fun. LOL. Welcome to Davy’s World as it has been called. Also, a Recreational Pilot. A Recreational Pilots license is just a PPL license without the availability to fly cross-country flights without an approval from a Flight Instructor on a reoccurring basis. The training for this license has three very distinct phases.
I have taught numerous pilots to become safe pilots. My whole goal as an instructor is to teach the basics to them. I feel that you need to give them set parameters to apply to each and every flight. Tools for your toolbox. An example would be don’t bank the plane more than 30 degrees and you will never experience an accelerated stall. In a 30 degree level turn your increased load factor is 1.15. This would in turn increase your stall speed by the square root of 1.15 multiplied by your stall speed. 1.08 times your clean stall speed is negligible. Were you to bank the aircraft 60 degrees while maintaining level flight, 2 G’s, you would increase your stall speed by 1.41 percent. Huge difference. By limiting the pilot to 30 degrees of bank while in a level turn, he/she doesn’t have to worry about an accelerated stall. Easy Peezy Lemon Sqeezy.
By teaching parameters that you fly within you can concentrate on the whole goal, TO HAVE FUN! 
Let me just give you an overview from my perspective.
 Three phases in learning to be a Pvt. Pilot.
1. Pre-solo.
2. Cross-country.
3. Check ride prep.
 Once becoming a private pilot you should be able to safely take-off, fly enroute somewhere, and land. That’s it. All the collateral stuff is about rules and regulations that just keep getting larger every year. They have nothing to do with flying the plane safely.
When you come to get a private pilot license it should be all about flying the plane for the first few hours. Definitely pre-solo. There are 14 or 15 requirements you must meet before you can solo. They are not required in any order. FAR 61.87 explains all of them. In my humble opinion the sequence should go something like this.
1st hour. Taxi, T/O, 4 basics, speed control, and
Landing.
2nd hour. More of the same.
3rd hour. Taxi, T/O, Ground Reference Maneuvers, and Landings.
4th hour. Taxi, T/O, and Pattern work.
5th hour. Starting, Run Up, and Pattern work.
6th hour. More of the same adding checklists.
7th hour. Go-arounds.
And from here on cover Stalls, Slips, and Emergency procedures until Solo.
I would just cover Windshear and Wake Turbulence in a ground lesson. The Walk-around in a ground lesson. The reason I put these requirements in this order is because you only show the student Ground Reference Maneuvers once during this phase. They are directly related to the traffic pattern. Learning to maneuver over the ground. You enter these maneuvers downwind and turn to the left just like a traffic pattern 600 feet to 1000 feet agl. Do you see what I am saying. I move these maneuvers to phase 3 once shown to the student when you are polishing him/her up for the check ride. One of them must be demonstrated on the check ride. 
Eazy Peezy Lemon Squeezy!!!!!!!!!!!!!!!!
Why overload the student with maneuvers until he gets to have a little fun just flying the aircraft. Just prior to Solo give him all the requirements for a Solo flight because you will not be there to fix any problem that happens.
After the solo flight I would talk with my student about coming in as much as possible to fly the pattern. Twice a week. I would also take him out to a nearby airport to check him out and sign him off to go there to practice take-offs and landings. Within 25 nm. You can never get enough practice landing the aircraft. Make sure he has clear restrictions on what is allowed, including the weather, for him to solo, and write them in his logbook. While he/she is building confidence flying the aircraft I will be doing ground school on how to plan and fly a cross-country flight. I will also instruct him/her to contact me at least twice a week, this is where most students quit because of bad communications. 
The student is now set to move on to the 2nd phase of training. The Cross-country Phase.
You have to teach him read the chart, and they determine a true heading for their course. Then you teach them about the back of the E6-b which will convert their true heading corrected for the wind to arrive at Wind Correction Angle. The back of the E6-b has two, and only two, functions. Groundspeed and WCA. That is it. Make sure they understand that. It will clear up the confusion about the E6-b. The front is where you calculate your fuel burn among other things, but you start with the back of the E6-b first. The more you learn that flying the aircraft has nothing to do with this stuff the easier and more relaxed you will be. Now you will be ready for your cross-country when the weather permits. During this phase make sure you keep flying in the pattern. I, as an instructor, will try to knock out the night requirement and the Hood Time requirement. You should not move on to the final phase until you complete all the requirements. The only requirement you do not satisfy is the Final Phase. 
The Final Phase is just the review and perfect of all the maneuvers in the previous two phases.  This can satisfy the requirement of 2 hours in the previous 60 days from an instructor for the check ride.
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                       THE PPL CHECKRIDE
The check ride is not hard, but it is time consuming. It is a lot easier than the training. I know it easy for me to say with well over 24,00 hours but having trained numerous pilots it was the general consensus. They get their license and say that I was right that they put way too much pressure on themselves. We all do it. I got sick after every new license and type rating. All except my last one. I learned to relax it went extremely well. If you flunk they don’t put you in FAA Jail. Lol. And remember if you fail one maneuver to keep flying because you get credit for every maneuver you do correctly. You will only have to perform the maneuver you were unsatisfactory on for the retest.
Here is a basic overview.
You will be given a cross-country flight from the check-ride airport to an airport of the examiner’s choice. The cross-country will be given the day before. On the day of the check ride you get all the pertinent weather information, NOTAMS, Winds Aloft information, along with any other information for the flight that day. When the examiner shows up, he will expect this to be completed. Now you have some paperwork issues to go through. Your ID so your buddy does not take the ride for you, Lol. It has been tried. After that you give the examiner your IACRA info. Then on to the Oral portion of the check-ride which I will be covering extensively in another section. Once done with that you will go out and preflight the plane which he/she will observe. Climb in and start the plane up and taxi to the runway. 
Take off and start flying the cross-country you planned. You fined the first fix and you are usually done with the cross-country. Once you find the first fix, he/she will divert you to another airport because of weather, aircraft problem, or an emergency. He/she will have an airport he/she wants to go too and if you don’t pick that one, they normally say “good job” but I want to go here so take me here. If you departed a non-tower controlled field the examiner will want to see you at a controlled field. They normally let you use everything at your disposal like ATC, iPad, or GPS. They know in today’s world nobody uses paper flight plan for the calculations to divert. Once there he/she will have to perform the Soft, Short. Normal, and crosswind take-offs and landings. Then you will take-off and climb to at least 3000 feet agl. and perform your Slow Flight, Stalls, and Steep Turns. Once completed you will be given a simulated engine failure or fire where you perform an emergency descent down to 600 feet to 1000 feet agl. Once completed you will be asked to perform one of the following, a Turn Around a Point, S Turns, or a Rectangular Course. Only one is required. Usually the Turn Arounda A Point is chosen. Then back to the airport. Check-ride over. If you screw up anything on the ride and are not feeling well, make sure you tell the examiner. Also, if you make a mistake and the examiner has to discontinue the ride you are given credit for everything you complete on that ride. You can choose to continue. If you continue, your choice, you will only be required to repeat the failed maneuver on the next ride. There is a lot, but it goes quickly . You will have practiced all these maneuvers in phase 3 so they will be fresh in your mind. Remember to relax and if you do not succeed today you don’t go to FAA Jail. THIS IS SOMETHING A LOT OF PEOPLE WANT TO DO BUT YOU DID IT. CONGRATULATIONS! 
                                 














                                     MANEUVERS
                                     Normal Take-Off
The Normal T/O is where I want to start. I teach my student there are 3 ways to fly off the runway. Rotate at Vx to clear an obstacle, Rotate at Vx and climb out at Vy for your best rate of climb. I recommend the Vy climb to get up and away from the ground usually because of turbulence or heavy winds. The third is to slowly rotate the aircraft’s nose, after Vx, to establish a 500ft./min. climb. A 500ft./min. climb is easy on your passengers ears and you can also see over the nose easily. You rotate the nose to about 5 degrees up initially. When you are climbing out on a cross-country flight plan it is easy to calculate fuel burns at 500ft./min. climb rate. You will likely travel a mile over the ground while climbing out per 500ft. of altitude gained. ALWAYS CLIMB WITH FULL POWER! 
Verify you are on the correct runway.
Slowly push the power lever up. 3 to 4 seconds.
Apply your crosswind correction.
At 40 kts. verify you have achieved T/Opower.
 If not, Abort the T/O.
At your calculated speed slowly rotate your nose to maintain your correct speed or pitch attitude. 2 to 3 degrees/second is recommended. While pitching up slowly take out your wind correction. You want to come off the runway wings level.
Once airborne and climbing put a crosswind correction in to fly the centerline of the runway outbound.
Climb at Vx, Vy, or 500’/minute.

                            Ground Reference Maneuvers
There are three ground reference maneuvers needed to be performed before you solo and to get a License. They are not very hard to learn and perform. The concept behind this type of maneuver is to teach you how to fly a traffic pattern. I recommend that you learn how to fly them, other than being required, is to learn how to track along a path on the ground depending on the prevailing wind direction. Once you learn to track a path you can know come in and start flying a traffic pattern. The traffic pattern is the most important tool a Private Pilot can learn and apply. This is where you have to transition from flying to landing safely. The traffic pattern cannot be practiced enough in my opinion. Most pilots that have not flown in a while will have trouble with the pattern until a few trips around the pattern. I have noticed over the years that a pilot who comes out to the airport and practices t/o’s and landings feels more confident and flies a lot more. 
The three Ground Reference Maneuvers are The Rectangular Course, Turn Around a Point, and S Turns. These maneuvers are required to be demonstrated to you before you solo. They are the only ground reference maneuvers required for your PPL accept for a steep spiral which is used to descend down to a landing field after an engine shutdown or failure. This procedure just keeps you over the intended landing spot and not a true track across the ground. These maneuvers, pre-solo, should only be demonstrated but not perfected until the 3rd phase of the training.
You enter Ground References Maneuvers on Downwind just like the traffic pattern.
Ground Reference Maneuvers are flown at 1500 ft. agl.
Make sure you pick a reference that has a field available to land in case of an emergency. You are very low to ground while performing these maneuvers.
I will not spend any time on these because your instructor will teach you how to perform each maneuver. They are easy peezy lemon squeezy. Just maintain your altitude while flying around a presubscribed ground track by varying your bank to match your varying groundspeed. Just like the traffic pattern. No more than 30 degrees of bank.
          Short and Soft Field Take-Offs and Landings
These two items are discussed by instructors when we get together and each one has a different opinion on how to fly them. Very subtle differences. I do not want to confuse you so I will leave it up to your instructor to teach you to safely fly them.
                                          Steep Turns!
If you continues on to have a career in aviation you will have to perform this maneuver in any aircraft you fly. Every check ride.
 It usually is performed at 3000’ agl. or higher. It is not a ground reference maneuver. Wind direction has no bearing on this maneuver. 
Clear the area.
Establish the manufacturer's recommended airspeed; or if one is not available, an airspeed not to exceed the maneuvering speed (VA).
Roll into a coordinated 360° steep turn with approximately a 45° bank.
Bump the power up to account for the loss of lift to accommodate the turn.
Perform the task in the opposite direction, as specified by evaluator.
Maintain the entry altitude ±100 feet, airspeed ±10 knots, bank ±5°, and roll out on the entry heading 
±10°.
                                 Emergency Descent!
Used if you have an engine fire or the loss of your engine.
If you have an engine-fire you would first shut down the engine. Point the nose down to accelerate to above 140 kts. to try and put out the fire. 140 kts. is a good number to give the engine fire an incombustible amount of oxygen.
Once out, pitch the nose level until reaching your best glide speed. If there is not one published for aircraft use Vx. This speed is your lowest amount of drag speed. It will be very close.
Next, find a place to land.
Go to the field. Circle above it while descending. Speed your option.
Circle at the far end of the field where you plan to turn Base to Final.
Crack the door just before landing and also turn off the battery master. On the check ride the examiner will expect you to not descend below 500ft. agl.
                                                      
                                                        Stalls
There are three types of stall you will be expected to know for the Private Pilot Check ride. A Straight and Level Stall, T/O Stall, and an Approach to Landing Stall. There is also an accelerated stall that you are not to demonstrate but is very important for you to understand. Most stall accidents are caused by an accelerated stall in the traffic pattern.  By overbanking! Stalls are either imminent or full. An imminent stall is where you increase your angle of attack until a stall warning and a full stall is where you increase the angle of attack until you get warning followed by a nose drop.
A Straight and Level Stall is very simple. While flying the aircraft straight and level slowly pull the power lever to idle. Maintain your heading and altitude until you stall the aircraft. This will require you to increase the pitch of the aircraft until the relative wind going over the top of the wing is interrupted causing the aircraft lose its lifting capabilities. A stall. To recover, lower the nose below the horizon and slowly add power until full. By lowering the nose it will allow the aircraft to accelerate and create lift again and the power increase will help limit altitude loss. Climb back to your assigned altitude, level off, and slowly bring the power back to around 2000 rpm’s or an assigned speed while maintaining your assigned altitude.
The Examiner will set you up to stall the aircraft and it is your responsibility to recover the aircraft.
The Landing Stall and the T/O stall can be tricky. Each aircraft manufacturer and model number will have a recovery process they want you to follow. Your instructor will have a certain order in which he/she will want the maneuver performed. The landing stall recoveries require you to lower your nose to change the angle of attack. Bring up the flaps and start accelerating to get your aircraft flying again. Apply full power to minimize altitude loss and return the aircraft to a designated state after the recovery. 
I have discussed all the maneuvers.
That’s it!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!!



                            


                            THE ORAL FOR A PPL !
I will start with the FAR’s and AIM information you should know throughout your flying career. I will then go through every line in the ACS of expected knowledge with sample questions on the subject and the answers. After reading this section there will be no surprises on the Oral Exam.
Her Goes!
Part 61: 61. 3 (a). 1 and 2. 61.3 (c). 1  61.15  61.16  61.17  61.23 (a) 3  61.23 (d)  61.51  61.56 c and e  
61.57 (a)  61.75  61.89  61.113
Part 91:  91.3 81.7  91.9 (a) (b)  91. 13  91.15  91.17  91.19  91.25  91.103  91.107  91.111  01.113  91.117  91.119  91.121  91.123  91.125  91.127  91.129  91.130  91.131  91.133  91.139  91.144  91.147  91.151  91.155  91.157 (a) (b)  91.159  91.161  91.203 (a) (1) (2)  91.205 (a) (b) (c).  91.207  91.209  91.211  91.213  91.215  91.227  91.303  91.319  91.405  91.411  91.413

The AIM is pretty much covered in the written test, but I will give examples of questions you may get asked later in this chapter. I checked with my DPE friends, and they informed me that the Oral goes from the beginning of the ACS in order. Just like you are taking a cross-country flight.
 Pilot Required Documents.
You need to carry your License (FAR 61.19), Government issued photo identification, Medical (FAR 61.23), and if you are carrying a passenger proof you are 90-day current. These items must be in your possession while performing the duties as a pilot.
Aircraft Document Requirements:
Restricted Radio Permit, Airworthiness Certificate, and an Aircraft Registration onboard the aircraft.
You must check to make sure the aircraft logbooks show that the aircraft is airworthy. You do this by looking at the Airframe and the Engine logbooks. If you are flying the aircraft today you need to look back 12 months to make the sure the  Engine and Airframe have had an Annual Inspection. If you have rented the aircraft, it needs to have been inspected in the past 100 hours tach time. An annual inspection can replace a 100 hour inspection but 100 hour inspection cannot replace an annual inspection. An A/P can perform a 100 hour inspection. An A/P with an Inspectors designation can perform an Annual Inspection. 
You must also check the ELT batteries for currency.
Remember that you do not have a MEL so every component in your aircraft must be in working order or you must placard it as “INOP”.
Any problems with a component must be documented in the Airframe Logbook and post a inop placard on it. You need to do nothing further than placard it unless it is required for the flight. If the instrument is required for the flight, you can get Ferry Permit from the FAA to move the aircraft to a repair facility. Only required crewmembers are allowed on the flight and there will be restrictions on the Ferry Permit you must satisfy to take the aircraft to the repair station.


Required components for day VFR flying are as follows: (TOMATO FLAMES) Day (FAR. 205 b)

Tachometer
Oil pressure gauge
Manifold pressure gauge
Airspeed indicator
Temp. gauge for liquid cooled engines
Oil temperature gauge
Fuel gauge
Landing gear indicator
Altimeter
Magnetic Compass
ELT
Seatbelts



VFR Flight rules at night (FAR 205 c) FLAPS:
Fuses
Landing light
Anti-collision Light
Position lights
An Adequate source of electrical power

Weather:   
Reference: 14 CFR part 91; AC 91-92; AIM. 
FAA-H-8083-2, FAA-H-8083-3, FAA-H-8083-25,
FAA-H-8083-28
How to read a METAR,SPECI, AWOS, ASOS, TAF, PIREP, PIREP, AIRMET, SIGMET, Convective SIGMET.
Charts: CVA, FB, GFA, and AC.
 Graphical Forecasts for Aviation (GFA)
Wind and Temperature Aloft Forecast (FB)
Convective Outlook (AC)

Atmospheric conditions and Stability.
Windshear and Mountain Waves
All this information is Rote and can be found in FAA-H-8083-28).
Temperature and heat exchange 
Moisture/precipitation 
Weather system formation, including air masses and fronts 
Clouds 
Turbulence 
Thunderstorms and microbursts 
Icing and freezing level information Fog/mist 
Frost 
Obstructions to visibility (e.g., smoke, haze, volcanic ash, etc.).



AIRSPACE:
14 CFR parts 71, 91, 93; AIM. 
FAA-H-8083-2, FAA-H-8083-3, FAA-H-8083-25. 
VFR Navigation Charts
The applicant demonstrates understanding of:
5
Private Pilot for Airplane Category ACS (FAA-S-ACS-6C)
Airspace classes and associated requirements and limitations.
Chart symbols.
Airspace classes and associated requirements and limitations.
Chart symbols.
Special use airspace (SUA), special flight rules areas (SFRA), temporary flight restrictions (TFR), and 
other airspace areas.
Special visual flight rules (VFR) requirements.

                                        PERFORMANCE
Elements related to performance and limitations by explaining the use of charts, tables, and data to 
[bookmark: _Int_zj35xBTl]determine performance.
Factors affecting performance, including:
a. Atmospheric conditions
b. Pilot technique
c. Airplane configuration
d. Airport environment
e. Loading [e.g., center of gravity (weight and balance)
Aerodynamics.







                                      OPERATING SYSTEMS
The applicant demonstrates understanding of:
Airplane systems, including:
Primary flight controls
Secondary flight controls
Powerplant and propeller
Landing gear
Fuel, oil, and hydraulic
Electrical
Avionics
Pitot-static, vacuum/pressure, and associated flight instruments
Deicing and anti-icing
Water rudders (ASES, AMES)
Oxygen system
            


                                     HUMAN FACTORS
The applicant demonstrates understanding of:
Symptoms, recognition, causes, effects, and corrective actions associated with aeromedical and 
physiological issues, including:
Hypoxia
Hyperventilation
Middle ear and sinus problems
Spatial disorientation
Motion sickness
Carbon monoxide poisoning
Stress
Fatigue
Dehydration and nutrition
Hypothermia
Optical illusions
Dissolved nitrogen in the bloodstream after scuba dives
Regulations regarding use of alcohol and drugs.Effects of alcohol, drugs, and over-the-counter medications.
                              PRE-FLIGHT INSPECTION
Airplane preflight inspection, including:
Which items should be inspected
The reasons for checking each item
How to detect possible defects
The associated regulations
Flight Deck Management
Flight Deck Management:
Passenger briefing requirements, including operation and required use of safety restraint systems.
Use of appropriate checklists.
Requirements for current and appropriate navigation data.
Securing items and cargo. 

Communications, Light Signals, and Runway Lighting Systems
14 CFR part 91; AIM; FAA-H-8083-2,  FAA-H-8083-3, FAA-H-8083-25
skills associated with normal and emergency radio communications, air traffic control (ATC) light signals, and runway lighting 
systems.
How to obtain appropriate radio frequencies.
Proper radio communication procedures and air traffic control (ATC) phraseology.
ATC light signal recognition.
Appropriate use of transponder(s).
Lost communication procedures.
Equipment issues that could cause loss of communication.
Radar assistance.
National Transportation Safety Board (NTSB) accident/incident reporting.
                         Runway Status Lighting Systems.
Night Operations
AIM; FAA-H-8083-2, FAA-H-8083-3, FAA-H-8083-25; POH/AFM
Physiological aspects of vision related to night flying.
Lighting systems identifying airports, runways, taxiways and obstructions, as well as pilot controlled 
lighting.
Airplane equipment and lighting requirements for night operations.
Personal equipment essential for night flight.
Night orientation, navigation, chart reading techniques and methods for maintaining night vision 
effectiveness.
Night taxi operations.
Interpretation of traffic position and direction based solely on position lights.
Visual illusions at night.  
Your Oral exam will be full of objective questions.
Do not answer more than asked for. Example, If the examiner holds up a pen and askes do you know what this is, the answer is YES not a pen. Be very precise .
The examiner is not there to trick you. He/she wants to make sure you are safe and not going to have trouble while you go out and enjoy your new expensive hobby.













                                            

                                                NOTES
The Private Pilot License is called a license to learn for good reason. You will find over the next 200 hundreds what that means. Each time you go flying you will learn more about your abilities and what you need to work on. Also you will learn more about aviation by doing it.
Make sure to fly frequently. Aviation is absorbed into good pilots by practicing your new craft. You don’t want to have to relearn everything once you get your license. You will want to go up and fly and expand your horizons. Flying in the pattern for an hour will help you stay current contrary to popular belief. Fly is fun so keep it that way. 
If you don’t feel comfortable do not be afraid to get a CFI to fly with you. We know what you are going through because we were once there. Besides, we love to fly as much as you do.
I would encourage you once you get your license to get a CFI to take you up and get some instrument training. It builds your confidence like you would not believe. Have them take you into actual instrument conditions.
8 to 10 hours of flying under the hood or actual is immeasurable. I am encouraging you to learn fly a CAT # approach to a missed approach but learning to fly an ILS Approach down to 800 feet above the ground will make you feel comfortable if you ever run not weather that is deteriorating.
 Remember a reciprocating engine has no flywheel. The prop is the flywheel. Do not start an engine without a prop on it.
When you are doing an engine runup remember you are checking for spark plug fouling and that the magneto is working. If you get a drop it will be a fouled plug. You need to clear that up before you t/o or you will not get full t/o power. Lean the aircraft out to help burn the contamination of as you will be taught. There is lead in the fuel for lubrication and if the aircraft is not leaned during the previous flight to increase the engine temperature. The excess lead will accumulate on the spark plugs and need to be burned off.  If the engine tries to shut down during the test, you have a bad mag.  Do not fly!!!!!!!!!!!!!!!!!!!!!!!!
Always check to make sure your aircraft mags are grounded during the runup. Pull the power to idle after the mag check and turn the key quickly off and on. The aircraft should shut down momentarily and come back alive. This tells you your mags are grounded. This allows you to move the prop during the preflight and it should not start up.
If your tires are worn pretty bad, but legal, remember you may experience hydroplaning. You can calculate your hydroplaning speed by taking the square root of the tire pressure and multiply it by 9. Example,
36 psi tire pressure. Square root is 6.    6 x 9 = 54.
You may experience hydroplaning at 54 or higher speeds .Just be aware.
I teach my students to fly down to the runway and land. Not stall it on the runway. I teach a good speed to be on the runway is Vx. If you are still airborne above Vx, a go around will be no problem. A go-around below Vx means you are in the “Zone of Reverse Command”.
Could be difficult. A go-around up to Vx is a lot easier. If you are on the ground, you are on the ground. Your instructor may teach differently. Co-operate, Graduate.
Remember looking over the nose rule of thumb is for 1000 ft. above the ground is equal to a mile over the nose.

