KEMENTERIAN PERHUBUNGAN

DIREKTORAT JENDERAL PERHUBUNGAN UDARA

PERATURAN DIREKTUR JENDERAL PERHUBUNGAN UDARA

NOMOR :

KP 165 TAHUN 2018
TENTANG

PETUNJUK TEKNIS BAGIAN 8900 - 5.3

[STAFF INSTRUCTION 8900- 5.3)
STANDAR MANUVER DAN KINERJA YANG DIPERSYARATKAN UNTUK
UJI KECAKAPAN AWAK PESAWAT UDARA

(REQUIRED MANEUVERS AND PERFORMANCE STANDARDS
FOR FLIGHT CREW PROFICIENCY CHECKS)

DENGAN RAHMAT TUHAN YANG MAHA ESA

DIREKTUR JENDERAL PERHUBUNGAN UDARA,
Menimbang : a.

bahwa Subbagian 121.441 Lampiran Peraturan Menteri
Perhubungan

Nomor PM

28 Tahun

2013 tentang

Peraturan Keselamatan Penerbangan Sipil Bagian 121

[Civil Aviation Safety Regulation Part 121) tentang
Persyaratan-Persyaratan
Perusahaan

Sertifikasi dan

Angkutan

Udara

Operas! Bag!

Yang

Melakukan

Penerbangan Dalam Negeri, Internasional dan Angkutan

Udara Niaga Tidak Berjadwal [Certification and Operating
Requirements: Domestic, Flag, and

Supplemental Air

Carriers) sebagaimana telah diubah beberapa kali, terakhir
dengan Peraturan Menteri Perhubungan Nomor PM 61

Tahun 2017 telah mengatur bahwa pemegang sertiflkat
operator pesawat udara (AGO) 121 hams melakukan uji
kecakapan bag! awak pesawat udara yang dimilikinya;

b.

bahwa Subbagian 135.469 Lampiran Keputusan Menteri
Perhubungan

Nomor

KM

18 Tahun

2002 tentang

Persyaratan - Persyaratan Sertifikasi dan Operas! Bag!
Pemsahaan Angkutan Udara Niaga Untuk Penerbangan
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Komuter dan Charter sebagaimana telah beberapa kali
diubah, terakhir dengan Peraturan Menteri Perhubungan
Nomor PM 63 Tahun 2017 telah

mengatur bahwa

pemegang sertifikat operator pesawat udara (AOC) 135
hams membuat program kontrol berat dan keseimbangan

dan disahkan oleh Direktur Jenderal Perhubungan Udara;
0.

bahwa perlu disusun petunjuk teknis sebagai panduan

bagi personel di lingkungan Direktorat Kelaikudaraan dan
Pengoperasian Pesawat Udara dan pemegang sertifikat
operator pesawat udara mengenai standar manuver dan

kinerja yang dipersyaratkan untuk uji kecakapan awak
pesawat udara;

d.

bahwa berdasarkan pertimbangan sebagaimana dimaksud
dalam huruf a, humf b dan humf c, perlu menetapkan
Peraturan Direktur Jenderal Perhubungan Udara tentang
Petunjuk Teknis Bagian 8900 - 5.3 [StaffInstruction 8900-

5.3} Standar Manuver Dan Kinerja Yang Dipersyaratkan
Untuk Uji Kecakapan Awak Pesawat Udara

(Required

Maneuvers And Performance Standards For Flight Crew

Proficiency Checks);

Mengingat

: 1.

Undang-Undang Republik Indonesia

Nomor

1 Tahun

2009 tentang Penerbangan (Lembaran Negara Republik
Indonesia

Tahun 2009 Nomor 1, Tambahan Lembaran

Negara Republik Indonesia Nomor 4956);
2.

Peraturan

Presiden

Nomor 7 Tahun 2015 tentang

Organisasi

Kementerian

Negara

(Lembaran

Negara

Republik Indonesia Tahun 2015 Nomor 5);

3.

Peraturan Presiden

Nomor 40 Tahun 2015 tentang

Kementerian Perhubungan (Lembaran Negara Republik
Indonesia Tahun 2015 Nomor 75);
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4.

Keputusan Menteri Perhubungan Nomor KM 18 Tahun
2002 tentang Persyaratan - Persyaratan Sertifikasi dan

Operasi Bagi Pemsahaan Angkutan Udara Niaga Untuk
Penerbangan Komuter dan Charter sebagaimana telah
beberapa kali diubah, terakhir dengan Peraturan Menteri

Perhubungan Nomor PM 63 Tahun 2017;
5.

Peraturan Menteri Perhubungan Nomor PM 28 Tahun

2013 tentang Peraturan Keselamatan Penerbangan Sipil
Bagian 121 [Civil Aviation Safety Regulation Part 121)
tentang Persyaratan-Persyaratan Sertifikasi dan Operasi
Bagi Perusahaan Angkutan Udara Yang Melakukan

Penerbangan Dalam Negeri, Internasional dan Angkutan
Udara Niaga Tidak Berjadwal [Certification and Operating
Requirements: Domestic, Flag, and Supplemental Air
Carriers) sebagaimana telah diubah beberapa kali, terakhir
dengan Peraturan Menteri Perhubungan Nomor PM 61
Tahun 2017;
6.

Peraturan Menteri Perhubungan

Nomor PM 59 Tahun

2015 Tentang Kriteria, Tugas dan Wewenang Inspektur
sebagaimana telah diubah terakhir dengan Peraturan
Menteri Perhubungan Nomor PM 142 Tahun 2016;

7.

Peraturan Menteri Perhubungan Nomor PM 189 Tahun
2015 tentang Organisasi dan Tata Kerja Kementerian

Perhubungan sebagaimana telah diubah terakhir dengan
Peraturan Menteri Perhubungan Nomor PM 117 Tahun
2017;

MEMUTUSKAN:

Menetapkan:

PERATURAN DIREKTUR JENDERAL PERHUBUNGAN UDARA

TENTANG PETUNJUK TEKNIS BAGIAN 8900 - 5.3 [STAFF
INSTRUCTION 8900 - 5.3) STANDAR MANUVER DAN KINERJA
YANG DIPERSYARATKAN

PESAWAT

UDARA

UNTUK UJI KECAKAPAN AWAK

(REQUIRED

MANEUVERS

AND

PERFORMANCE STANDARDS FOR FLIGHT CREW PROFICIENCY

CHECKS).
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PasaJ 1

Memberlakukan Peraturan Direktur Jenderal Perhubungan

Udara tentang Standar

Manuver Dan

Kinerja Yang

Dipersyaratkan Untuk Uji Kecakapan Awak Pesawat Udara

(Required Maneuvers and Performance Standardsfor Flight Crew
Proficiency Checks) sebagaimana tercantum dalam Lampiran
yang mempakan bagian tak terpisahkan dari Peraturan ini.

Pasal 2

Direktur Kelaikudaraan dan Pengoperasian Pesawat Udara
mengawasi pelaksanaan Peraturan ini.

Pasal 3

Pada saat Peraturan ini mulai berlaku, ketentuan dalam Volume

2 Bab 11 Lampiran Peraturan Direktur Jenderal Perhubungan
Udara Nomor SKEP/45/111/2010 Tentang Staff Instruction 8400

(SI 8400) Operations Inspector's Handbook, dicabut dan
dinyatakan tidak berlaku.

Pasal 4

Peraturan Direktur Jenderal ini mulai berlaku sejak tanggal
ditetapkan.
Ditetapkan

: Jakarta

Pada tanggal : 24 Mei 2018
DIREKTUR JENDERAL PERHUBUNGAN UDARA
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FOREWORD

1.

This Staff Instruction has been prepared to guide

PURPOSE

and assist all Directorate of Airworthiness and
Aircraft Operation personnel, Directorate General of

Civil Aviation, operators (AOC) or applicants dealing
with
DGCA, in
properly discharging their
responsibilities and efficiently accomplishing audit
and surveillance task
2.

This Staff Instruction should be used in accordance

REFERENCES

with the applicable regulations.
3.

Staff Instruction SI 8400 Volume 2 Staff Instruction 11

CANCELLATION

are has been cancelled
4.

AMENDMENT

:The amendment of this Staff Instruction shall be
approved by the Director General of Civil Aviation.

DIRECTOR GENERAL OF CIVIL AVIATION

ttd

Dr. Ir. AGUS SANTOSO, M.Sc.
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SI 8900-5.3

REQUIRED MANEUVERS AND PERFORMANCE STANDARDS
FOR FLIGHT CREW PROFICIENCY CHECK

1. GENERAL

Flight crew proficiency checks are required twice each year for an air transport
pilot-in command. This Staff Instruction describes the maneuvers and

procedures which must be performed by all pilots during such an air
transport Pilot Proficiency Check, along with performance standards for
evaluating the performance of those maneuvers and procedures. All

maneuvers and procedures must be performed in-flight in an airplane or in a
DGCA approved Level I or Level II flight simulator except as provided in A
below.

Note: See ICAO Doc 9625-AN/938for definitions and qualifying criteriafor Level
I and Level IIflight Simulators.

a. A. Certain maneuvers and procedures may be performed in a DGCA
approved visual flight simulator other than Level I or Level II, in a non-

visual simulator, or in a training device, if so indicated by one of the
following symbols after the description of a maneuver or procedure in
paragraph 7.2 below:
(PV) Permitted in an approved visual simulator other than Level I or Level
II

(PN) Permitted in an approved non-visual simulator
(PT) Permitted in an approved training device
(RS) Required to be performed in simulated instrument conditions

Whenever a maneuver or procedure is authorized to be performed in a
nonvisual simulator, it may also be performed in a visual simulator; when
authorized in a training device, it may be performed in a visual or nonvisual
simulator.

2. REQUIRED MANEUVERS

Throughout the maneuvers prescribed in this paragraph, good judgment
commensurate with a high level of safety must be demonstrated. In

determining whether such judgment has been shown, the person conducting
the check considers adherence to approved procedures, actions based on

analysis of situations for which there is no prescribed procedure or
recommended practice, and qualities of prudence and care in selecting a
course of action.

The procedures and maneuvers set forth in this Staff Instruction must be

performed in a manner that satisfactorily demonstrates knowledge and skill
with respect to:

(1) The airplane, its systems and components;
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(2) Proper control of airspeed, configuration, direction, altitude, and attitude
in accordance with procedures and limitations contained in the approved
Airplane Flight Manual, the certificate holder's operations Manual, check
lists, or other approved material appropriate to the airplane type; and
(3) Compliance with approach, ATC, or other applicable procedures.
a.

Preflight

1)

Equipment examination (oral or written). As part of the practical test
the equipment examination must be closely coordinated with, and

related to, the flight maneuvers portion but may not be given during
the flight maneuvers portion. The equipment examination must
cover:

a) Subjects requiring a practical knowledge of the airplane, its
power plants, systems, components, operational, and
performance factors;

b) Normal, abnormal, and emergency procedures, and the
operations and limitations relating thereto; and

c) The appropriate provisions of the approved Airplane Flight
Manual.

The person conducting the check may accept, as equal to this
equipment test, an equipment test given to the pilot in the certificate
holder's ground school within the preceding 6 calendar months.
2)

Preflight inspection. The pilot must:

a) Conduct an actual visual inspection of the exterior and interior
of the airplane, locating each item and explaining briefly the
purpose for inspecting it; and

b) Demonstrate the use of the prestart check list, appropriate
control system checks, starting procedures, radio and electronic

equipment checks, and the selection of proper navigation and
communications radio facilities and frequencies prior to flight,
(FT).

3)

Taxiing. This maneuver includes taxiing (in the case of a second in
command proficiency check to the extent practical from the second
in command crew position), sailing, or docking procedures in
compliance with instructions issued by the appropriate traffic
control authority or by the person conducting the checks.

4) Powerplant checks. As appropriate to the airplane type. (PN).
b.

Takeoff:

1)

Normal. One normal takeoff which, for the purpose of this
maneuver, begins when the airplane is taxied into position on the
runway to be used.
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2)

Instrument. One takeoff with instrument conditions simulated at or

before reaching an altitude of 100 feet above the airport elevation.
(RS)(PV).

3)

Crosswind. One crosswind takeoff, if practicable, under the existing
meteorological, airport, and traffic conditions.
Requirements (a) and (c) may be combined, and requirements (a), (b),
and (c) may be combined if(b)is performed in flight.

4)

Powerplant failure. One takeoff with a simulated failure of the most
critical powerplant. (PV),

a)

b)

5)

At a point after VI and before V2 that in the judgment of the
person conducting the check is appropriate to the airplane type
under the prevailing conditions;
At a point as close as possible after VI when VI and V2 or V2
and Vr are identical;

Rejected. A rejected takeoff may be performed in an airplane during
a normal takeoff run after reaching a reasonable speed determined

bygiving due consideration to aircraft characteristics, runway length,
surface conditions, wind direction and velocity, brake heat energy,
and any other pertinent factors that may adversely affect safety or
the airplane. (PV).
c.

Instrument Procedures.

1)

Area departure and area arrival. During each of these maneuvers,
the applicant must:(RS)(PN).
a) Adhere to actual or simulated ATC clearances (including
assigned radials); and

b)

2)

Properly use available navigation facilities.

Holding. This maneuver includes entering, maintaining, and leaving
holding patterns. It may be performed in connection with either area
departure or area arrival. (RS)(PN).

3) ILS and other instrument approaches. There must be the following:
a)
b)

c)

d)

At least one normal ILS approach.(RS)(PV).
At least one manually controlled ILS approach with a simulated
failure of one powerplant. The simulated failure should occur
before initiating the final approach course and must continue to

touchdown or through the missed approach procedure. (RS).
At least one non-precision approach procedure that is
representative of the non-precision approach procedures that
the certificate holder is likely to use.(RS)(PV).
Demonstration of at least one non-precision approach
procedure on a letdown aid other than the approach procedure

performed under subparagraph (3) of this paragraph that the
certificate holder is approved to use.(RS)(PV).
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Each instrument approach must be performed according to any
procedures and limitations approved for the approach facility used.
The instrument approach begins when the airplane is over the initial
approach fixfor the approach procedure being used (or turned over to

the final approach controller in the case of CA approach) and ends
when the airplane touches down on the runway or when transition to
a missed approach configuration is completed. Instrument conditions
need not be simulated below 100 feet above touchdown zone
elevation.

4) Circling approaches. If the certificate holder is approved for circling
minimums below 1000ft/3sm, at least one circling approach must
be made under the following conditions: (PV).

a) The portion of the approach to the authorized minimum circling
approach altitude must be made under simulated instrument
conditions. (RS).

b) The approach must be made to the authorized minimum

circling approach altitude followed by a change in heading and
the necessary maneuvering (by visual reference) to maintain a
flight path that permits a normal landing on a runway at least
90 from the final approach course of the simulated instrument
portion of the approach.

c)

The circling approach must be performed without excessive

maneuvering, and without exceeding the normal operating
limits of the airplane. The angle of bank should not exceed 30°.

If local conditions beyond the control of the pilot prohibit the maneuver
or prevent it from being performed as required, it may be waived.

However, the maneuver may not be waived under this provision for
two successive proficiency checks. The circling approach maneuver is
not required for a second in command if the certificate holder's manual

prohibits a second in commandfrom performing a circling approach.
5)

Missed approach.

a) Each pilot must perform at least one missed approach from an
ILS approach. (PV).

b) Each pilot in command must perform at least one additional
missed approach. (PV).

A complete approved missed approach procedure, to a holding fix or
other point as required by ATC, must be accomplished at least once.
At the discretion of the person conducting the check a simulated
powerplant failure may he required during any of the missed
approaches. At least one missed approach must be performed in
flight
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d.

Inflight Maneuvers:
1)

Steep turns. At least one steep turn in each direction must be

performed. Each steep turn must involve a bank angle of 45° with a
heading change of at least 180° but not more than 360°.(RS)(PN).

2) Approaches to stalls. For the purpose of this maneuver the required
approach to a stall is reached when there is a perceptible buffet or
other response to the initial stall entry. Except as provided below

there must be at least three approaches to stalls as follows: (RS)
(PN).

a) One must be in the takeoff configuration (except where the
airplane uses only a zero flap takeoff configuration).
b) One in a clean configuration.
c) One in a landing configuration.

At the discretion of the person conducting the check, one approach
to a stall must be performed in one of the above configurations while
in a turn with the bank angle between 15° and 30°.

If the certificate holder is authorized to dispatch or flight release the
airplane with a stall warning device inoperative the device may not
be used during this maneuver.

3) Specific flight characteristics. Recoveiy from specific flight
characteristics that are peculiar to the airplane type. (PN).
4) Powerplant failures. In addition to specific requirements for
maneuvers with simulated powerplant failures, the person
conducting the check may require a simulated powerplant failure at
any time during the check. (PN).

e.

Landings And Approaches To Landings:

Notwithstanding the authorizations for combining maneuvers, at least
two actual landings (one to a full stop) must be accomplished. Landings

and approaches to landings must include the following, but more than
one type may be combined where appropriate:
1) Normal landing. (RS).

2) Landing in sequence from an ILS instrument approach except that if
circumstances beyond the control of the pilot prevent an actual
landing, the person conducting the check may accept an approach
to a point where in his judgment a landing to a full stop could have
been made.(RS).

3) Crosswind landing, if practical under existing meteorological,
airport, and traffic conditions. (RI).
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4)

Maneuvering to a landing with simulated powerplant failure as
follows:

a)

In the case of 3 engine airplanes, maneuvering to a landing with
an approved procedure that approximates the loss of two

powerplants (center and one outboard engine). (PV).

b) In the case of other multiengine airplanes, maneuvering to a
landing with a simulated failure of 50 percent of available

5)

powerplants, with the simulated loss of power on one side of the
airplane. (PV).
Landing from a circling approach. If the certificate holder is

approved for circling minimums below 1000 - 3, a landing under
simulated circling approach conditions. However, when performed in
an airplane, if circumstances beyond the control of the pilot prevent
a landing, the person conducting the check may accept an approach
to a point where, in his judgment, a landing to a full stop could have
been made. B* (PV).

6)

Rejected landing. A rejected landing, including a normal missed
approach procedure, that is rejected approximately 50 feet over the
runway and approximately over the runway threshold. This
maneuver may be combined with instrument, circling, or missed
approach procedures, but instrument conditions need not be

simulated below 100 feet above the runway. B (PV).
f.

Normal And Abnormal Procedures:

Each applicant must demonstrate the proper use of as many of the
systems and devices listed below as the person conducting the check
finds are necessary to determine that the person being checked has a
practical knowledge of the use of the systems and devices appropriate to
the airplane type:

1)
2)

Anti-icing and deicing systems. (PN).
Autopilot systems.(PN).

3) Automatic or other approach aid systems.(PN).

4) Stall warning devices, stall avoidance devices, and stability
5)

augmentation devices. (PN).
Airborne radar devices. (PN).

6)
7)
8)
9)

Any other systems, devices, or aids available. (PN).
Hydraulic and electrical system failures and malfunctions. (PN).
Landing gear and flap systems failure or malfunction. (PT).
Failure of navigation or communications equipment. (PT).
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g.

Emergency Procedures:

Each applicant must demonstrate the proper emergency procedures for
as many of the emergency situations listed below as the person
conducting the check finds are necessary to determine that the person
being checked has an adequate knowledge of, and ability to perform,
such procedure:
Fire in flight. (PN).

Smoke control. (PN).
Rapid decompression. (PN).
Emergency descent. (PN).

Any other emergency procedures outlined in the appropriate approved
Airplane Flight Manual. (PN).

3. SPECIFIC GUIDANCE FOR THE CONDUCT OF PROFICIENCY CHECKS

The information presented in this paragraph is intended to provide additional,
detailed guidance for the manner in which proficiency checks must be
conducted. To that end, specific techniques are discussed and the maneuvers
listed in paragraph 2 above are further explained and clarified.
a. Preparation and Surface Operations. Pilots shall be observed performing
interior, exterior, and emergency equipment inspections and performing
engine start, taxi, and powerplant checks in accordance with the operator's
aircraft operating manual.

1) Exterior Inspection. The exterior inspection is not an extension of the
oral phase in which systems knowledge is examined but rather a

demonstration of an applicant's ability to perform appropriate safety
checks. Inspectors and examiners shall limit questions to only those
necessary for determining if an applicant can recognize when a
component is in an unsafe condition. The exterior inspection may be
conducted before or after the flight test at the inspector's or examiner's
discretion.

2) Cabin Inspection. Pilots shall be evaluated on the ability to perform a
cabin inspection when this inspection is specified as a pilot
responsibility by the operator's aircraft operating manual. Inspectors
and examiners should occasionally sample a pilot's knowledge of the
location and use of emergency equipment in the cabin, and the
operation of cabin doors, even when the cabin inspection is not
designated as a flight crewmember responsibility.
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3) Cockpit Preflight Inspection. A pilot shall be required to complete the
cockpit preflight checks using the procedures specified in the operator's
aircraft operating manual and using the appropriate checklists. The
proper challenges and responses to the checklist must be used. When
the flight test is conducted in a flight simulator, it is appropriate for the
inspectors or examiners to present minor malfunctions to determine if
the pilot is accurately performing the specified checks.

4) Engine Start Procedures. A pilot shall be required to perform an engine
start using the correct procedures. When the flight test is conducted in
a flight simulator, it is appropriate for inspectors and examiners to
present an abnormal condition such as a hot-start or malfunctioning
air or start valve. The abnormal condition should be carried through to
the expected conclusion in line operations, for the purpose of
evaluating crew coordination and the pilot's proficiency.
5) Taxiing or Sailing. Inspectors and examiners shall evaluate the pilot's
ability to safely maneuver the airplane on the surface and to manage
outside vigilance while accomplishing cockpit procedures. The pilot
must ensure the taxi path is clear of obstructions, comply with local
taxi rules and control tower instructions, make proper use of
checklists, and maintain control of the crew and airplane.
6) Powerplant Checks. Powerplant checks must be accomplished in
accordance with the appropriate checklist and procedures before
takeoff. In a flight simulator, inspectors and examiners should present
appropriate instrument or system malfunctions to determine if the pilot
is accurately performing these checks.
b. Takeoff Events. A pilot shall be required to accomplish each of the following
takeoff events. These events may be combined when convenient and
practical.

1) Normal Takeoff. A normal takeoff is defined as a takeoff beginning from
a standing or rolling start (not from a touch and go) with all engines
operating normally during the takeoff and initial climb phase.
2) Instrument Takeoff. An instrument takeoff is defined as one in which
instrument conditions are encountered or simulated at or before

reaching an altitude of 100 feet above airport elevation. In a flight
simulator, the visibility value should be set to the minimum authorized

by the operator's operations specifications or for the runway in use. A
pilot shall be evaluated on the ability to control the airplane, including
making the transition to instruments as visual cues deteriorate. A pilot
must also be evaluated on the planning of the transition to an

instrument navigation environment. This event may be conveniently
combined with an area departure.

8
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3) Engine Failure On Takeoff (For Multiengine Airplanes). A pilot must
demonstrate the ability to maintain control of the airplane and to
continue a takeoff with the failure of the most critical powerplant. When
the flight test is conducted in an airplane, the failure shall be
simulated. The takeoff configuration, airspeeds, and operational

procedures must be in accordance with the operator's aircraft operating
manual. When the flight test is conducted in two segments (simulator
and airplane), this event shall be conducted in the simulator segment of
the flight test. This event should not be repeated in the airplane portion
of the flight test unless an unusual situation occurs. The engine failure

shall be introduced at a speed after Vi and before V2, and appropriate
to the airplane and the prevailing conditions. When either Vi and V2 or
Vi and Vr are identical, the failure shall be introduced as soon as
possible after Vi is passed.

4) Rejected Takeoff A rejected takeoff is a potentially hazardous situation

that flight crews must be trained to handle correctly. As a testing event
it must be presented in a realistic and meaningful manner. The event is
a test of a pilot's ability to correctly respond to a critical situation and

to correctly manage the actions necessary for safeguarding the airplane
and passengers once the airplane is brought to a stop.
a) When a flight test is conducted in a flight simulator, performance
parameters should be adjusted to make the takeoff critical. For

example, the temperature and airplane weight can be adjusted so
that takeoff performance is runway-limited. Another technique is
to lower the visibility and make the runway wet, presenting the
pilot with a tracking problem. Inspectors and examiners should
take care in selecting the malfunction used to induce the reject
response. The malfunction should be one that clearly and
unequivocally requires rejection of the takeoff. The malfunction

should be introduced at a speed which is as close to Vi as possible
yet still allowing the pilot enough time to perceive and respond to
the problem before reaching Vi. It is appropriate for inspectors
and examiners to occasionally introduce a problem in a way that
leads to an evacuation of the aircraft. This event shall not be
waived in a flight simulator.

b) When a flight test is conducted in an airplane, a rejected takeoff at
approximately Vi can be unsafe and can cause damage to the
airplane. Inspectors and examiners are expected to use caution
when inducing a rejected takeoff in an airplane for flight test
purposes. For this event to be meaningful, it should be introduced
at a speed close to Vi. Therefore, inspectors and examiners are

authorized to waive this event and should do so when the airplane
weight, ambient temperature, and tire limits preclude the event
from being conducted in a realistic manner.
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c)

A pilot must be able to recognize the need to initiate a rejected
takeoff, perform the correct procedures in a timely manner, and to

bring the airplane to stop on the runway. Once the airplane or
flight simulator is brought to a stop, appropriate procedures must
be initiated. Consideration must be given to the possibility of
overheated brakes and fire.

5) Crosswind Takeoffs. A crosswind takeoff from a standing or rolling start
(not a touch and go) must be evaluated to the extent practical. When
appropriate, a crosswind takeoff may be evaluated simultaneously with
other types of takeoffs.
a) When the flight test is conducted in an airplane, inspectors and
examiners will usually have very little control over existing
meteorological, airport, and traffic conditions. Inspectors and
examiners are expected to make a reasonable attempt to evaluate
a takeoff on a runway not favorably aligned with the prevailing
wind. It will frequently be necessary, however, to evaluate this
event with the crosswind component that exists on the active
runway.

b)

Flight simulators are capable of realistically duplicating
crosswinds. Crosswind takeoffs shall be evaluated on all flight
tests conducted in a flight simulator. The crosswind component
entered in the simulator computer shall be between 10 and 15

knots. Occasionally, however, the crosswind components should
be in excess of 15 knots, but must not exceed the crosswind

component allowed by the operator's aircraft operating manual (or
the maximum demonstrated value given in the AFM). The purpose
of testing at such higher crosswind components is to determine
whether pilots are being trained throughout the range of the flight
envelope.

c. Climb, En-route, and Descent.

1) Area Departures and Arrivals. The area departure and arrival events
should include intercepting radials, tracking, and climbs or descents

with restrictions. Whenever practical, a standard instrument departure
or standard arrival should be used. Many of the standard procedures,
however, are not suitable for the purpose of testing a pilot's abilities.
For example, common radar departures are essentially initial climb
instructions for a radar hand-off and provide little opportunity to test a
pilot's ability to set up and use the navigation equipment normally used
on an area departure. If a suitable published procedure is not available
and circumstances allow, the inspector or examiner should give a
clearance that presents the desired tests. Inspectors and examiners
should allow pilots to use all installed equipment. The autopilot may or

may not be used at the inspector's or examiner's discretion. The pilot's
use of navigation equipment, and other crewmembers, and the pilot's
ability to adhere to ATC clearances and restrictions shall be evaluated.
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2) Holding. Inspectors and examiners should give holding clearances with

adequate time available for the pilot to identify the holding fix, select
the appropriate speed, and plan the entry. Pilots should be allowed the
use of all aids normally available in the cockpit (such as wind drift
readouts). At least the initial entry and one complete turn in the
holding pattern should be completed before another clearance is
issued. The pilot's performance shall be evaluated on the basis of
compliance with the holding procedures outlined in the operator's

aircraft operating manual, compliance with instructions issued by ATC,
and the published holding pattern criteria. Holding airspeed must be as
specified by the operator's aircraft operating manual, however it must

not be allowed to exceed the regulatory limit. If the operator's manual
requires a speed higher than that allowed by regulation, the pilot must

resolve the conflict by requesting an amended ATC clearance or by
selecting an aircraft configuration in which it is safe to comply with the
regulatory speed.

3) Steep Turns. This event consists of a level turn in each direction with a

bank of 45 degrees, continuing for at least 180 degrees, but not more
than 360 degrees. Airspeed, altitude, and bank angle must be
controlled within the tolerances specified in paragraph 4 of this
chapter. Inspectors and examiners shall direct special attention to a
pilot's smoothness, coordination, and orientation.

4) Approaches to Stalls. Inspectors and examiners shall evaluate the pilot's
ability to recognize and recover from an approach to a stall in three
separate airplane configurations. The three configurations are the clean

configuration, the takeoff configuration, and the landing configuration.
When the airplane uses only a zero-flap takeoff configuration, the
takeoff configuration and the clean configuration stall are combined
and only two stalls are required. At least one stall must be performed
while in a turn with a bank angle between 15 and 30 degrees.

a)

Approaches to stalls should be entered by increasing the angle of
attack smoothly, so that the airspeed decreases at a uniform rate.

The use of power during approach to and recoveiy from stalls
should be as specified in the operator's aircraft operating manual.
b) When stalls are performed in an airplane, the operator's minimum
entry and recovery altitudes must be observed. When stalls are

performed in a flight simulator or training device, the operator's
minimum entry and recovery altitudes need not be observed and

an altitude that is realistic from a performance standpoint and
convenient (in terms of the sequence of events) may be used.
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c)

When the flight test is conducted in a flight simulator or training
device, inspectors and examiners shall occasionally require a pilot
to recover from a high altitude stall. Evaluation of stalls in various

flight regimes should be accomplished to determine whether the
operator's training program has adequately prepared pilots for
flight in those regimes.

d)

A pilot must recognize the first indication of the approaching stall
and immediately initiate recovery with a minimal loss of altitude.
An actual stall should not be allowed to develop. Procedures used
must be in accordance with the operator's aircraft operating
manual.

5) Specific Flight Characteristics. This event consists of recovery from flight
characteristics specific to the airplane type, such as dutch-roll or a
high rate of descent. Inspectors and examiners shall evaluate a pilot on
recognition and recovery from these specific flight characteristics, when
applicable. The procedures used for recovery must be those specified in
the operator's aircraft operating manual.
d. Approaches. The approaches described in this paragraph are required on
all proficiency checks. They may be combined when appropriate.
1) ILS or MLS Approaches. Inspectors and examiners shall require pilots to
fly a minimum of one normal (all engines operative) ILS or MLS. In
addition, when multiengine airplanes are used, one manuallycontrolled ILS or MLS with a powerplant failure is also required. When
the flight test is conducted as a two-segment flight test, a manuallycontrolled, normal ILS or MLS must be flown in the airplane segment of
the flight test.
a) When the operator's aircraft operating manual prohibits raw data
approaches, the flight directors must be used during the
manually-controlled ILS or MLS approaches. In this case, a raw
data approach is not required to complete the flight test.

b)

If the operator's aircraft operating manual permits raw data ILS
approaches to be conducted, the operator must provide training in
the use of raw data for controlling an aircraft during ILS
approaches. If the operator's aircraft are equipped with a flight
director system, the flight director must be used on at least one
manually-controlled ILS approach. While raw data approach is not

required to complete a flight test, inspectors and examiners
should occasionally require a raw data approach to determine
whether the operator's training program is adequately preparing
pilots.

c)

The pilot must be able to track the localizer and glideslope
smoothly and without significant excursion during the final
approach segment. For all raw data and flight director ILS or MLS
approaches flown in a flight simulator or training device,
inspectors and examiners shall require pilots to use a DH of 200
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feet above the touchdown zone. The localizer and glideslope
indication shall not exceed 1/4 scale deflection at DH. When the
ILS indicator is calibrated with the first dot at the 1/2 scale

deflection point and a second dot at the full-scale point, the
deflection at DH must not exceed half the distance to the first dot.

When raw data is used on ILS or MLS approaches in an airplane,
inspectors and examiners shall require pilots to use a DH of 200
feet above the touchdown zone. When the flight director is used on
ILS or MLS approaches in an airplane, inspectors and examiners
shall require pilots to use a DH of 100 feet above the touchdown

zone. However, if the pilot has accomplished an ILS using a 200
foot HAT in the simulator segment of the flight test, the published
DH shall be used in the airplane portion of the test. The DH shall
be determined by barometric altimeter. The localizer shall not
exceed 1/4 scale deviation (1/2 dot) at decision height. The

glideslope shall not exceed 1/2 scale deviation (one dot) at
decision height. Inspectors and examiners shall inform pilots that
this DH is for flight test purposes only and does not correlate to
any minimums used in actual operations. If the flight test is being
conducted in actual weather conditions, the DH shall be the
published decision height.

d)

When the operator's airplanes are equipped with autopilot
couplers, at least one coupled autopilot ILS or MLS approach
must be flown. If the autopilot has the capability and the operator
is authorized by operations specifications to conduct automatic
landings, the coupled approach shall terminate in either an
autolanding or a coupled missed approach. When an autoland is

conducted, it shall not be credited as one of the three required
manually-controlled landings. When the flight test is conducted

entirely in an aircraft or entirely in a flight simulator, the autopilot
coupled approach may be combined with the normal ILS (allengines operative) approach. This combination is permitted
because the pilot's ability to manually control an ILS approach is
e)

evaluated on the ILS with an engine out.
Qualification check requirements for CAT 11 and CAT 111

operations, including the required

number and

types of

approaches are established by the operator's approved training
program. If a pilot is simultaneously qualifying for these

authorizations during the proficiency check, the approaches
discussed in subparagraphs (1),(2), and (3) may be credited
toward these requirements when the approach requirements are
f)

compatible.
Inspectors and examiners shall use a crosswind component of 8 to
10 knots (not to exceed 10 knots) on at least one of the ILS or MLS
approaches conducted in a flight simulator. The use of this

crosswind is to evaluate the pilot's ability to track the localizer
and not his ability to accomplish a crosswind landing.
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g)

When the flight test is conducted in a flight simulator or flight
training device, the runway visual range should be set to the
minimum value specified for the approach. If the inspector or
examiner plans for the pilot to acquire the runway and to continue
below DH, the ceiling should be set to a value not more than 50
feet above HAT (the exact value depending on the characteristics
of the specific simulator). When the flight test is conducted in an
airplane, the vision restriction device must remain in use until

just before the airplane arrives at the DH used for the flight test.
h) Flight crew procedures, airplane configuration, and airspeeds
must be as specified in the operator's aircraft operating manual.
During each phase of the approach, the airspeed must not deviate
from the target speed by more than the tolerances specified in
paragraph 4 of this chapter. Turbojet airplanes must be stabilized
before descending below 1,000 feet above the touchdown zone.

2) Non-precision Approaches. Inspectors and examiners shall require pilots
to demonstrate two non-precision instrument approaches that are
authorized in the operator's operations specifications. The second
approach must be based on a different type of NAVAID than the first
approach,
a) Inspectors and examiners shall allow the pilot to use any aid
normally available in the cockpit, such as the flight director and
drift and ground speed readouts. Many operators train their pilots
to perform non-precision approaches using the autopilot. While
this training should be encouraged, at least one non-precision
approach must be manually flown on the flight test.

b)

When non-precision approaches are conducted in a flight
simulator, a crosswind component of 10 to 15 knots shall be used

on at least one of the non-precision approaches. The purpose of
the crosswind component is to test a pilot's ability to track the
approach course, not to evaluate crosswind landings. Crosswind
landings, however, may be combined with a non-precision
c)

approach.
In an airplane, the vision restriction device shall remain in use

until the airplane arrives at MDA and a distance from the runway

approximating the required visibility for the approach. In a flight
simulator or flight training device, inspectors and examiners shall

d)

enter a ceiling of not more than 50 feet higher than the published
MDA. A visibility value of not more than 1/4 mile greater than the
published minimums value shall be used, depending on the
characteristics of the particular flight simulator or training device.
Pilots must remain within 5 degrees of the approach course. The
reason for this tolerance is terrain clearance. When tracking is
accomplished by means of a bearing pointer only, the tolerance is

+ 5 degrees of the final approach course. When tracking a localizer
signal, the tolerance is less than a full-scale deviation on the
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course deviation indicator. When tracking a VOR signal, the
tolerance is a 1/2 scale deviation of the course deviation indicator.
Also, at the visual descent point or its equivalent, the aircraft
must be in a position that it can be aligned with the runway
without excessive maneuvering. Turbojet airplanes must be
stabilized before descending below the MDA or 500 feet, whichever
is lower.

3) Circling Approach Maneuver. Operators are not required to train airmen
in circling approach maneuvers, if the operator's manual prohibits such
maneuvers with a ceiling below 1000 feet and a visibility of less than 3

miles. Inspectors and examiners shall waive this event if the operator
does not train airmen for the maneuver.

a)

For the purpose of flight testing, the visual maneuvering portion of
a circling maneuver begins at the circling MDA of a non precision
approach and requires a change in heading from the final
approach course to the runway heading of at least 90 degrees. The
inspector or examiner, however, may use his authority to modify
this event. For example, when traffic conditions preclude a circling
approach, if tower approval is attained, the visual portion of the
event can be entered from a modified VFR traffic pattern at a point
downwind and abeam the touchdown point.

b)

The angle of bank for a circling maneuver should not exceed 30
degrees. Altitude and airspeed must not exceed the tolerances
specified in paragraph 7.4. The airplane must not descend below
MDA until the runway environment is clearly visible to the pilot,
and the airplane is in a position for a normal descent to the
touchdown point. Turbojet airplanes must be stabilized in the
landing configuration before descending below the MDA or 500
feet above touchdown zone elevation, whichever is lower.

4) Maneuver To a Landing With 50% of Powerplants Inoperative. Inspectors
and examiners shall require a pilot to demonstrate an approach and
landing with 50% of powerplants inoperative.
a) Inspectors and examiners should introduce this event in a
realistic manner. Consideration should be given to the airplane
weight, atmospheric conditions, and airplane position. The
airplane position, when the engine failure is introduced (second
engine in a three- or four-engine airplane) should provide enough
room for the pilot to maneuver the aircraft. In the simulator, the
weight should be adjusted to simulate realistic conditions but still
allow the pilot enough time to exercise judgment. In a threeengine airplane, this event must be performed with the center and

an outboard engine failed. In a four-engine airplane, both
powerplant failures must be on the same side.
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b)

In two-engine airplanes, the engine-out ILS or MLS may be
credited simultaneously with this event. In three- and four-engine
aircraft, this event should be conducted in visual conditions. A

visual pattern should be used rather than a vector to the final

approach, so that the pilot's judgment with respect to
maneuvering the airplane can be evaluated. When this event is

conducted in a flight simulator, the electronic glide slope or VASl
shall not be made available for the pilot's use. In the airplane, it
may not be possible to have the VASI's turned off. In daylight
conditions, however, inspectors and examiners should request
that the VASI be turned off. In an airplane at night, an electronic
glide slope or VASl must be available and used.

Note: An approach with a simulated failure of the most critical
powerplant must always be performed in the airplane segment of a
two-segment flight test That event is required in the airplane
segment, even when a maneuver and landing with 50% of
powerplants inoperative has already been previously accomplished
in aflight simulator.

5) No-Flap or Partial-Flap Approach. Inspectors and examiners shall

require a pilot to perform a no-flap approach in all airplanes except
those airplanes which have alternate flap extension procedures and for
which it has been determined that no-flap approaches are not required.
If a no-flap approach is not required, a partial-flap approach will be
accomplished. In this case, inspectors and examiners are only required
to evaluate a pilot's demonstration of a partial-flap approach. However,
inspectors and examiners may evaluate pilots conducting partial-flap or
no-flap approaches anytime procedures for such approaches are
published in the operator's aircraft operating manual.
a) For either a partial or no-flap approach, the limitations specified for
the use of VASl and electronic glide slope guidance in the 50%
engine failure maneuver (subparagraph D.(2)) apply. The approach
shall be flown from a visual pattern from at least a downwind

position, so that the pilot may be evaluated on planning for the
approach. The approach should be presented in a realistic manner.

In a flight simulator, inspectors and examiners shall adjust the
landing weight to require a pilot to exercise judgment in matters
such as approach speed and runway limitations.
b) A touchdown from a no-flap or partial-flap approach is not required
and shall not be attempted in an airplane. The approach must be
flown to the point that the inspector or examiner can determine
whether the landing would or would not occur in the touchdown

zone. In a flight simulator, the landing must be completed to a full
stop so that the pilot's ability to control the airplane and to use
correct procedures may be evaluated.
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Note: The events required in subparagraphs D and E should be
conducted in a flight simulator whenever practical These events
should not be repeated in the airplane segment of the flight test,
unless an unusual situation occurs.

6) Acceptable Performance for Approach Events. The airspeed and altitude
on downwind and base leg, or on an intercept to final approach must
be controlled within the tolerances specified in paragraph 7.4. The

airspeed on final approach must be adjusted for wind and gusts in
accordance with the operator's aircraft flight manual. The airspeed
must be controlled at the adjusted value. The approach angle must be
controlled and be appropriate to the airplane and approach being flown.
If a windshear or a ground proximity warning should occur, a pilot
must respond in a prompt and positive manner. For turbojets, the
approach must be stabilized, the airplane in the landing configuration,
with a sink rate of less than 1,000 FPM, not later than the following
heights:
a) For all straight-in instrument approaches, the approach must be
stabilized before descending below 1,000 feet above the airport or
touchdown zone.

b)

For visual approaches and landings, the approach shall be
stabilized before descending below 500 feet above the airport
elevation.

c)

For the final segment of a circling approach maneuver, the
approach must be stabilized 500 feet above the airport elevation
or, at the MDA, whichever is lower.

Note: Use of the stabilized concept is mandatory for all turbojet
aircraft operations. It is recommended for all propeller-driven aircraft

and rotorcraft when conducting operations in IFR weather conditions.
e. Landing Events. A total of three manually-controlled landings must be
accomplished on all proficiency checks. When a two-segment, flight
simulator and airplane flight test is conducted, a minimum of three
manually-controlled landings must be performed in the airplane. If the
flight test is conducted in an amphibious airplane, one landing must be on
water. The required events are as follows:
1) Normal Landings. A normal landing is defined as a manually-controlled
landing in the normal landing configuration (as specified in the
operator's aircraft operating manual), with normal power available, and
without reference to an electronic glide slope. A normal landing can be
accomplished from either a visual pattern or from a non-precision
approach.

2) Crosswind Landings. A manually-controlled landing with a crosswind
must be accomplished on all flight tests. The crosswind landing may be
combined with any other landing event.
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a) When the flight test is conducted in an airplane, inspectors and
examiners usually have little control over existing meteorological,
airport, and traffic conditions. As such, an inspector or examiner

is expected to make a reasonable attempt to evaluate a landing on
a runway not favorably aligned with the prevailing wind. It will
frequently be necessary, however, to evaluate this event with the

crosswind component currently existing on the active runway.
b) Flight simulators are capable of realistically duplicating a
crosswind for landing. Crosswind landings must be evaluated on
all flight tests conducted in flight simulators. The crosswind
component entered in the simulator computer shall be between 10

to 15 knots. Occasionally, however, the crosswind components
should be in excess of 15 knots, but must not exceed the

crosswind component allowed by the operator's aircraft operating
manual (or the maximum demonstrated value given in the AFM).
The purpose of testing at such higher crosswind components is to

determine whether pilots are being trained throughout the range
of the flight envelope. Crosswind landings should normally be
performed from a VFR traffic pattern, but may be accomplished
from a non-precision approach.

3) Londing in Scgucnccfrom cm ILS or MLS Approach. On the landing from
an ILS or MLS approach, the runway environment should become

visible to the pilot as close as possible to the DH being used for the
flight test. The pilot must complete the landing without excessive
maneuvering and within the touchdown zone. The approach angle must
not be erratic, excessively steep, or shallow in the visual segment.

R&jsctcd Landing. The rejected landing shall be initiated from a point
approximately 50 feet above the runway. This event may be combined
with an instrument missed approach.

5) Engine-Out Landing. One landing with the most critical powerplant
inoperative must be evaluated. When a two-segment flight test is
conducted, this event must be performed in the airplane. When
conducted in an airplane, the engine failure shall be simulated.

6) Landing with 50% of Powerplants Inoperative. A landing with 50% of
powerplants inoperative must be evaluated. In a three-engine airplane,
the event must be performed with the center and one outboard engine
inoperative. In a four-engine airplane both powerplant failures must be
on the same side. When this event is conducted in an airplane, the
engine failures shall be simulated.
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7) No-Flap or Partial-Flap Landings. No-flap or partial-flap landings are not
required to complete the check. When the proficiency check is
accomplished in an airplane i actual flight, a touchdown from a no-flap
or partial-flap approach is not required and shall not be attempted. The
approach must be flown to the point that the inspector or examiner can
determine whether the landing would or would not occur in the
touchdown zone. In a flight simulator, the landing should be completed
to a full stop so that the pilot's abilities to control the aircraft and use

correct procedures under abnormal circumstances may be evaluated.
For example, the aircraft might have a pitch-up tendency with spoiler
extension in the no-flap or partial-flap landing configuration.

8) Acceptable Performance for Landing Events. Landings must be in the
touchdown zone, at the correct speed for the airplane, without
excessive float, and on runway center line. The rate of descent at

touchdown must be controlled to an acceptable rate for the airplane
involved. Side load on the landing gear must not be excessive, and

positive directional control must be maintained through the rollout.
Management of spoilers and thrust reversers must be in accordance

with the operator's aircraft operating manual.

f. Missed Approach Events. Missed approaches from two separate instrument
approaches are required to complete the flight test. At least one missed

approach must be flown through the entire missed approach procedure,
unless traffic or ATC restrictions prevent completing the entire procedure.
One missed approach is required from an ILS or MLS. When the flight test
is conducted in a multiengine airplane that has a single-engine climb
capability, one missed approach should be accomplished with the most
critical powerplant inoperative. The engine-out and ILS or MLS missed
approaches may be combined, however to complete the flight test, at least

two missed approaches are required. When the flight test is a two-segment
flight test, the engine-out missed approach should be accomplished in the
simulator segment.

1) A missed approach from an approach with 50% of powerplants
inoperative is not required to complete the flight test for three- and
four-engine airplanes. However, when procedures for 50% of
powerplant-inoperative missed approaches are published in the

operator's aircraft operating manual, inspectors and examiners may
evaluate the event to determine if pilots are being trained to proficiency
in the event. When this event is conducted in a three-engine airplane,
the center and one outboard engine must be inoperative. When this
event is conducted in a four-engine airplane, two engines on the same
side must be inoperative. When the missed approach event is
conducted in an airplane, the engine failures shall be simulated.
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2) When a flight test is conducted in a flight simulator or flight training
device, inspectors and examiners should make use of the "trouble

buttons," as well as weather, to induce the missed approach decision.
For example, many flight simulators have provisions to off-set the
localizer so that the airplane is not in a position to continue the
approach below DH.

3) Pilots must promptly execute the missed approach procedure if the
runway environment is not acquired at DH on an ILS or MLS approach.
If the runway environment is not in sight on a non-precision approach,

or if the aircraft is not in a position to land at the missed approach
point, the pilot must initiate a missed approach. Should conditions
prevent continuation of any type of approach at any point, the pilot

must initiate a missed approach. For example, a missed approach
above DH might be required when an instrument failure flag appears. A
missed approach is required if the aircraft is below DH or MDA and

cannot be properly aligned with the runway or if the pilot loses sight of
the runway environment. A pilot must adhere to the published missed
approach or the instructions given by ATC and observe the procedures
and limitations in the operator's aircraft operating manual. A pilot must
properly use the available aids and other crewmembers when making
the transition back to the instrument navigation environment.
g. Normal and Abnormal Procedures. Inspectors and examiners shall require

a pilot to demonstrate the proper use of as many of the airplanes systems
and devices as necessaiy to determine if the pilot has a practical knowledge
of the use of these systems. Evaluation of normal and abnormal procedures
can usually be accomplished in conjunction with other events and does not

normally require a specific event to test the pilot's use of the airplane's
systems and devices. A pilot's performance must be evaluated on the

maintenance of aircraft control, the ability to recognize and analyze
abnormal indications and the ability to apply corrective procedures in a
timely manner. Systems to be evaluated include, but are not limited to, the
following:

1) Anti-icing and deicing systems
2) Autopilot systems
3) Automatic or other approach system aids

4) Stall warning devices, stall avoidance devices, and stability
augmentation devices
5) Airborne radar devices

6) Any other available systems, devices, or aids (such as flight
management systems)

h. Emergency Procedure Events. A pilot must be able to competently operate
all installed emergency equipment and to correctly apply the procedures
specified in the operator's aircraft operating manual.
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1) Powerplant Failures. Inspectors and examiners may introduce
malfunctions requiring an engine shutdown at any time during the
flight test. This provision is not intended as authority to require an
unrealistic number of failures, but to permit such failures at times
when they are most appropriate. Powerplant failures should be limited
to those necessary for determining a pilot's proficiency. A pilot must
promptly identify the inoperative engine and initiate correct action

while maneuvering the airplane safely. If the airplane is not capable of
maintaining altitude with an engine inoperative, the pilot is expected to
maintain the best engine-out climb speed while descending. Smooth
application of flight controls and proper trim are required.

2) Other Emergency Procedures. Inspectors and examiners should sample
as many of the following events as necessary for determining whether a

pilot is proficient in identifying and responding to emergency situations:
a) Fire in flight
b) Smoke control
c) Rapid decompression

d) Emergency descent (with and without structural damage)
e) Hydraulic and electrical system failure or malfunctions (if safe and
appropriate)

f) Landing gear and flap systems failure or malfunctions
g) Navigation or communications equipment failure

h)Any other emergency procedures outlined in the operator's aircraft
operating manual or training program

4. STANDARDS OF ACCEPTABLE PERFORMANCE

An air transport pilot must possess the highest degree of piloting skills, and
must be the master of the airplane, the crew, and the situation throughout the
aircraft's operational envelope. Inspectors and examiners shall sample a pilot's
ability to safely and practically operate the aircraft throughout the range of the

approved operational envelope. The determination of whether a pilot's
performance is acceptable or not is derived from the experience and judgment
of the inspector or examiner. It is imperative that inspectors and examiners be
fair and consistent when making these determinations. The airspeed, altitude,
and heading standards which are listed below will be used in making their
determinations. These standards must be applied with consideration for the
prevailing conditions. Weather, aircraft responsiveness, traffic, and other

factors beyond a pilot's control may cause the pilot to briefly deviate from a
standard. For example, the airspeed tolerances for a final approach should be
read as the tolerance allowed solely for control manipulation errors. In smooth
air the pilot should be able to remain within these tolerances once stabilized

on the approach. If atmospheric conditions are causing airspeed fluctuations,
it may be physically impossible for the speed to be controlled within the
tolerances specified. The pilot is expected to adhere to the procedures for

adjusting the target speed as specified in the operator's aircraft operating
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manual. In such situations, a pilot who makes determined efforts, and is
generally successful in remaining within prescribed standards, and who does
not deviate to the extent safety is compromised, should be considered to have
met the standards. The pilot s ability to remain within the prescribed standard

limits, however, is not the only criteria for acceptable performance. The pilot's
performance must be such that the inspector or examiner is never seriously in
doubt of the successful outcome of each event of the flight test.

a. Heading, Altitude, and Airspeed parameters other than during Approaches:
While maneuvering in all flight regimes other than during approach and
landing, the following standards will be observed:

1) Heading: Within 10 degrees of assigned or intended heading.
2) Altitude: Within ICQ' of assigned or intended altitude.

3) Airspeed: Within 10 knots of assigned or intended airspeed.
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