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FLYING DIVISION 7 JUDe 1971 

To: All Pilots 

,:.rer>rinted in part from an article in J.!AC Flyer rer 1::FSn sugp;estion. 

"THE FLYING roSINESs TODAY is a continual process of education. If you're 
not transitioning to a new aircraft, you Ire learning neW' procedures in the 
old one. No sooner do you finish one check ride and it's time to prepare 
for another. As a resuJt, all of us spend quite a bit of tine nyirus with 
instructor pilots. The odds are also rretty good that if you stay in the 
business long enough, you'll find yourself making the move to the other 
seat. In one way or another, as student or instructor, we are all deeply 
involved with instructor T'ilots. 

Although the problems faced by the instructor rilot are similar to those 
faced by regular line aircraft commanders, he faces many others which are 
unique to his job. 

No two students are the same. It follows that no two stlXients will respond 
to the same type of instruction. The instructor pilot IT'ust continually 
analyze his students and find the Most effective -.. laY of teaching them., 

The student I s experience viII have a gre~t bearing on the instruction 
he requires. For example, a C-123 corilot urgrading to PIC will need 
different instruction than a porter pilot, nith 5,000 hours, transi­
tioning into the C-123 for the first time. 

The student's personality will affect the instructor pilot's technique. 
Some will respond very well to a cO!mD.ent like "Oh come on durrmy, you can 
do better than that!" {lith others the same remark would create so much 
resentment that f1lrther instruction would be almost imT'ossible. The 
instructor pilot must decide the best 'Ilay to handle each situati.on. 

It is a demonstrable fact that aircraft are totally indifferent to rank. 
However, the people operating them are not. The instructor pilot must 
consider this when rlanning his presentation. 

Instructor pilots, by the very nature of their ,iobs, are exposed to many 
Dotential accident situations. They are required to demonstrate and sometimes 
allol'l their students to perfonn many maneuvers which are so hazardous they 
may be done only nith an instru~tor T'ilot. 

Simulated emergency training is essential to maintain the nroficiency of our 
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pilots. However, anything other than normal operation of an aircraft is 
potentially dangerous. A student's mistake or a simrle malfunction can turn 
a simulated emergency into disaster. 

\'ihile on a simulated three-engine mis sed aT'proach, a sirnr le hydraulic failure 
occurred. The crew applied the proper corrective action by turning off the 
hydraulic pumps. However, with the engine out, the loss of h~raulic pressure 
made the aircraft uncontrolJable. 

The instructor pilot does not hpve a crew, trained to \-lork as a team, to helt: 
him cope .-lith problems in flight. In fact, sOl!Etimes his crew is the source 
of his problems. Take the C-47 instructor pilot who foum his hands full in 
the traffic pattern. 

,lhile in the turn to short final, the student pilot accidentally feathered 
number two eTl,'!;ine. tlhile analyzin~ the situation, the instructor pilot 
advanced power on number one. The student thow,ht they i/ere &;oing around 
so he pulled up the gear. The instructor pilot called for the gear to be 
put dovn again, but the student ~ulled up the flaps instead. The instructor 
pilot called for the engineer to restart the number two, but unfortunately, 
the engineer feathe red number one by mis take. In an outstanding feat of 
manual dexterity, the instructor ri10t lowered the gear himself and 
successfully landed the Douglas Glider. But the engineer put the gear 
lever to "Positive Lock ll before the gear vas fully down and the gear s;Lowly 
collapsed on the runway. 

Because of the limited a~ount of time available, the instructor pilot is 
often faced with unusual pressures. He must constantly tIj' to accomplish 
the maximum amount of training in the minimum amount of time. This can 
cause him to attempt to cover too much on a single flight. So much that 
the student gets behind the tempo of operations and learns very little. 
Just about all of us, at one time or another, have found ourselves half 
way through an approach, on an instrument rractice ride, while we were 
still tryin~ to figure out the hol.dinP.: patte~ entry. Training like this 
is not very effective. The instructor pilot must walk a fine line between 
presenting problems quickly enough to challenge his student and effecti­
vely utilize the time, yet not so, quickly as to saturate the student. 

Instructor pilots can alleviate this problem by usiTl,'!; good judgment in the 
pre-mission briefing. Many items can be covered in 'detail on the ground 
leaving the flying time free for practice. Holding rattern entries, various 
instl"UlOOnt approach nrocedures, and most aircra,ft systems problems, can best 
be covered on the v,round. On the other hand, some thinp:s sound complicated 
when briefed in detail, but are actually quite simple \'/hen they are observed. 
The instructor pilot must decide where, when, and how to cover each item of 
training. 
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Instructor piiot failures are not CODlllon because most of our instructors 
are true professionals. But instructor pilot failures have occurred. 'Dley 
are basically two types. 

The first type of instruator pilot failure is certifying a pilot as qualified 
.in an aircraft when actually he is not. This failure is usually discovered 
during subsequent proficienq or . line checks. During interriews we sanetimes 
can discover a history of problems the pilot experienced during training which 
were not in his training folder. They weren It written UP for reasons such as: 

"'f'/ell, he was doing better near the end of the period and 
I thought he'd catch on eventually ••• " 

"I was going to .work with him some more on the next flight, 
but I had to take a trip and he was scheduled ••• " 

"He. did poorly, but I've mown him for years and I'm sure •• " 

In the second type of instructor pilot failure, the instructor pilot himself 
is involved in an accident. Often because he becomes so involved with in­
structing he doesn't monitor the rest of the aircraft operation. 

During an instrument approach, the student pilot fIIas given a simulated flap 
malfunction. His handling of the problem revealed that he didn't understand 
the proper airspeeds to fly with Plrtial flaps. The instructor pilot 'tried 
to explain the computations during the rest of the arproach. He finished 
his explanation just before the gear-up landing terminated their flight. 

Another, and perhaps the most c~on, type of instructor pilot accident occurs 
when an instructor pilot lets a student go too far before attempting to correct 
his error. 

The instructor pilot and his student were making a simulated flameout pattern 
for a low approach. The combination of a heavy aircraft and some lack of pro­
ficiency on the part of the student soon put them on the back side of the power 
curve. The instructor pilot called for a go-aroUIXl, took the aircraft, and 
tried to save the situation, but too late. The aircraft stalled and hit short 
or the runway •. CanpoUIXling the problem, the instructor pilot then failed to 
complete the go-aroUDi procedures, or to pull off the power to land. The 
aircraft left th'e ruDfay, with Plrtial power and continued across the field 
until it hit some trucks and came to a stop on the ramp. The aircraft was 
destroyed • 

• 'Ie've seen a few of the many ways in which an instructor pilot can get into 
trouble while plJring his trade.' Ib.r does he avoid these situations? The ke)" 
1.s contained in a sinp:le sentence of advice idtich is probably as old as 
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aviation itself - "First you gotta fly the airplane." 

Few situations in flight ,q.re as T'otentiall;.r hazardous as losing control of 
an aircraft or letting someone else lose it for you. The instructor pilot 
must take whatever action necess,q.r,y to prevAnt it. The training he accomplishes 
is, of course, vitally imrortant, but first he ; ust fly the airplane. It would 
be far better for an inst ructor rilot to take contro] of !ill aircraft pre­
maturely a thousand times than to wait too long only once. 

As a grour, instructor riIots have a 
program than any other creW'members. 
it becomes anparent if you examine a 
pilot's work. 

greater imract on our flying safety 
That's a pretty strong stAtement, but 
few of the results of the instructor 

Instructor pilots teach the b3.sic J'1otor skills needed to opeJ"!'\te our air­
craft. But even more important, T'erhans are the attituces the;' instill in 
their students. The attitudes of each of our rilots are, to a large rart, 
detennired by ... hat they have seen and le!'lrned during their "lssociation .-lith 
instructor pilots. The interesting part of this rrocess is the fact that 
these attitudes are determined Mostly by ... hat the student sees rather than 
.-Ihat he is told 

For example, a sttrlent pilot transitioning into a ne',,/ aircraft calls for the 
before landing checklist. The instructor rilot in the right seat quickly flips 
a few s','/itches and SA~lS, ";;'0',01 ordinariI;', .",hen you're out flying the line, youtd 
go ahead and run the whole checklist. But since I'm here, I'll ,iust set things 
up for you and we'll save a little time." The result of this t).'T'e of training 
is a pilotiho kno'.-IS when to use the checklist, (Hels been told that.) but ,.o{ho 
doesn It take it ver,y seriousl~J (His instructor oper~.ted without it all the time 
\·dth no rroblems.) A rrofessional instructor piJot r,nst re~mber that his every 
action influences his student. "Do as I say, not as I do" just won't hack it. 

Instructor rilots also have the best oprortlmity to objectivelz' observe our rilots 
Granted, evaluation is primarily the job of the flight eJraminer. But he often 
flies '.-lith a pilot only once. Because of this, he may, or may not be able to 
discover any weaknesses the rilot has. An instructor rilot, on the other hand, 
usually flies with a student quite a fe;", times. He C"l.n .latch him during his good. 
days and on the days when things don't go too well. .lith the T'ossible exception 
of the pilot himself, the instructor rilot is by far the best ~udge of any pilot's 
actual ability to rerform. Flight examiners a.retlell a\.o/are of this fact and con­
sider the instructor's recommendations during the evaluation. If the instructor 
pilot thinks the studEl'lt is ready, he rrobably is • 

• 
This places an even ~reater responsibility on the instructor rilot. Before he 
recoJIllllelds anyone for a check ride, he must be sure, absolutely sure, that the 
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stuient is ready for it. An old civilian ni~ instructor once said he would 
never recamnend a stuient for a check unless he felt he could let his own wife 
and children rid.e ..nth the student alone. That's not bad criterion. 

The instructor pilot's lot is not an easy one. His worl<: is difficult am demanding. 
He is eXJX>sed to greater than nomal hazards and held responsible not only for his· 
own actions but those of hi s students. He must opera.'te ''iith crewmembers who are 
eX}:ected to make mistakes and he is expected to successfully anticirate a.n:l. correct 
them. 

His rewards are imrossible to measure. No one will ever know hew many correct 
decisions will be made or accidents avoided because of something one of his 
stu:ients learre d from him. ,'lhen an instructor pilot sa.ves an airplane usually 
only he and the student mOl( it. Sonetimes only he knews it. 

It has been said that a man is tre sum tota.l of his e:xperience. FerhaT's it..rould 
be correct to say R. pilot is the sum total of his instructors. And the total 
capability of Air America ani is directly proportional to the sum total of our 
pilots. The instructor nilot is indeed a big man in AAM." 
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