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News and advice for the training professional knowledge, best practice and standardisation

o CESSNA 150 vs 152 Flaps

® |Instructor Assessment of Competences ... “Calling all FIE’s!”

o Examiner Responsibilities — Course Completion Certificates

e Addition of PBN Privileges to valid Instrument Rating

e Senior Examiners conducting examiners assessment of competences

e CAP 804

® |nsurance Cover for Flight Examiners (NB: IRE’s, FE CPL and FIE’s ONLY!)
® Medicals for Examiners and Instructors

e Aircraft documentation and equipment to be carried in flight (updated)

CESSNA 150 vs 152 Flaps

An accident last year really highlighted the need for familiarisation training following the unintentional
selection of Flap 40 (Landing Flap) before taking off. If you read the AAIB Bulletin 9/2017 it becomes very
apparent that there were ambiguities in the checklist(s) relating to the lowering/raising of flap whilst
conducting the pre-flight ‘walk-around’ inspection. However, the main cause for concern is that there have
been two previous fatal accidents involving C150 where the unintended use of Flap 40 was a factor.

During the latest GASCo study which took place in the UK of stall/spin accidents it was found that ‘There
have been 11 accidents on the Cessna 150 but only 1 on the Cessna 152 with more than 60% more hours
flown by the Cessna 152".

Although the reasons for this apparent difference in accident rate between the variants was not fully
explained. The AAIB report goes onto to state that ‘the Cessna 150 and Cessna 152 should not be treated as
the same type and pilots transferring from the Cessna 152 to Cessna 150 should undertake formal
familiarisation training’.

So, from an instructional view point what can instructors highlight during this/or any training?

¢ Although not clear, Flap 40 seems to have been selected unintentionally for take-off. This could have
been a mistake having selected the setting as part of the walk-around. Therefore, threats and errors
relating to technical and human factor issues can be highlighted, but more importantly ways in which
these situations can be avoided should be included.
e The design and operation of the flaps between the C150 and C152 should be discussed as they are
very different. The use of Flap 40 in the C150 has serious consequences when used in- appropriately
causing performance and handling problems leading to accidents for the unwary pilot. The other
issue to highlight is that most C150’s has a spring-loaded switch which does not give the pilot a visual
cue of the selected flap position, unlike the C152. Therefore, it is important that this differe i
highlighted. wcuments
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Therefore, it is paramount that training is conducted in the form of familiarisation training by instructors to
highlight the differences between the C150 and C150 flap switch designs and include the effect on aircraft
performance and handling when using Flap 40. This can also be equally true for other aircraft types where
there are variants.

Instructor Assessment of Competences ... “Calling all FIE’s!”

Prior to the introduction of EASA the CAA staff examiners held an annual seminar for IRE’s, FE CPL and FIE
examiners. The Chief Flight Examiner (when the position existed) would announce a subject to be included in
the instructor flight test (now the assessment of competence) whether it was for either an initial, revalidation
or renewal of an instructor rating (now certificate). As part of the authority’s oversight programme the
CAAstaff Flight Examiners would like to re-introduce this, and would encourage the Flight Instructor
Examiners when conducting these assessments of competences to include the following subjects either as
part of the natural pre-flight planning process and/or by going into greater depth making use of the TK
questions from UK CAA Standards Document 10(a).

The subject(s) will be reviewed each year and announced in the Spring version of TRAININGCOM to
coincide with the start of the main flying season. The subject(s) for 2018 are either:

¢ Pre-flight planning with the emphasis on weather planning. Focusing on how the instructor
teaches his/her students the ‘GO/NO-GO’ decisions using the information made available by the Met
Office using Threat and Error management as a tool to good decision making

o DR Navigation Techniques. Focusing on the ‘HOW’ as well as the ‘WHAT’ the instructor teaches
‘DR Navigation’ to their student(s) using recognised methods, including methods of correcting errors.

+ PBN related (where appropriate).

e Overhead Join Procedures.

These subjects help address current identified risks. Recent MOR'’s also indicate the following risks:

e runway incursions (there is an interesting article in GASCo Flight Safety Magazine — Winter 2017).

o understanding of procedure relating to entering and leaving an aerodrome traffic zone (Refer to The
Skyway Code).

o understanding the difference between a ‘departure’ clearance and clearance to ‘line-up’, or ‘take-off
which luckily has to date not result in an accident.

The other worrying issue is the number of instructors not understanding the implications of an ‘instruction’ as
opposed to a ‘clearance’. This is lack of knowledge is then being transferred to the students. The famous
saying “You don’t know what you don’t know!” comes to mind!

Again, FIE’s could include these areas when conducting instructor assessment of competences during the
theoretical knowledge section. However, | would strongly suggest that FE’s ensure that they cover these
subject areas with their candidates when conducting LST’s and PC’s.

Instructors must ensure that their students understand of the areas mentioned above and take the
opportunity to also discuss these issues with pilots whilst conducting “dual flight with an instructor” flight(s) as
part of their revalidating or renewing class ratings.

Examiner Responsibilities — Course Completion Certificates

There have been recent instances where ATO’s have issued Course Completion Certificates which have
given the incorrect information relating a candidate prior to test. It must be emphasised that although the ATO
concerned has declared and signed the certificate it is the responsibility of the examiner to ensure that the
candidate is qualified in accordance with Part-FCL before commencing any test or proficiency check. If
further information is required do not hesitate to request access to the candidates training records if the ATO
has not already done so, or seek advice from the ATO’s HoT or CFI. Pay attention to the completion of hours
required and any other pre-test requirements and any correspondence from the authority.

Ultimately, the examiner must ensure the candidate meets the requirements prior to test!

Addition of PBN Privileges to valid Instrument Rating

There have been several questions ask of the authority by examiners relating to PBN endorsement which we
hope will clear up some of the uncertainty.

Q1. As a qualified and current Instrument Rating Examiner with a PBN endorsement to my own IR, does that
entitle me to examine other pilots to grant them PBN privileges?

A1. Yes, it does. As an IRE/ IRR, PBN falls within the instrument rating privileges, that’s if you have the
endorsement on your license. It’s the examiners responsibility to make sure he is confident and competent to

examine on the different systems out there. (G1000; Avidine...etc!).

Q2. Once a (PBN) endorsement has been issued with an IR, how often should it be retesiec 2 Is it%)eggyyments
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