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W
hen I started flying lessons, I forgot to take my 

 camera along. In fact, it didn’t even occur to me.

Yes, this dates me, but it took more thought 30 years ago 

to take pictures than it does now. As I look back through the 

few I have recording my early days of flying, I laugh because 

a flight doesn’t happen now where I don’t walk away from 

with a dozen snaps—or an Instagram story or two.

The photos I did keep, though, remain my most  precious 

possessions, and they cement in my mind all of the mem-

ories I didn’t record on film (film!) but allow them to stay 

sharp, like they happened yesterday. I can see my first 

instructor, Don Nelson, as he carefully slid from the Cessna 

150 when the time came for me to solo. “Go up three times 

around the pattern,” he said; his relaxed Iowa drawl never 

quite lost the cadence of the state trooper he’d once been, 

nor did his bearing. The 150 jumped from the runway after 

I pushed in the throttle, just like he’d warned me, and 

before I knew it, I completed those circuits and returned to 

the little house next to the hangars sheltering Green Castle 

Aviation, as it was called then. I don’t need it on video to 

remember—but I wish I had that sometimes.

As the years went by, I took my prized Canon Rebel 

35mm single-lens-reflex camera along with me as I 

instructed and plied the airways in Colorado. Mountain 

adventures, trips to fly-ins around the country, a  countless 

number of cloud photos and, most important, sharing 

the air with the people I loved most. Now these prints 

and slides are carefully laid away in boxes to go back 

into on the days I cannot fly.

I’m going through these picture albums now, after 

 moving house. I think of the amount I’ve invested in time 

and energy to hang onto them, even as I go minimalist in 

other areas of my life. It’s for a simple reason: These are my 

treasures. Every penny I’ve invested in flying, in becom-

ing and staying a pilot, has paid me back a hundredfold. The 

pictures keep these moments for me.

Don passed away during summer in 2019, leaving a 

string of pilots he’d mentored to continue his love of avi-

ation. He taught me techniques I still use on every flight 

(leveling off at 500 feet on upwind to look for traffic, how 

to fly a given airspeed without looking at the  indicator), 

as well as  instilling into a 17-year-old young woman the 

 confidence that I could fly well—not just when things 

went right but also during emergencies and through 

 challenges. As a  high-school student who’d always done 

well on  multiple-choice tests, I was mortified when I didn’t 

pass my private pilot written the first time around. The 

sight of that 67  on the report is an image I’d rather for-

get. But Don counseled me and gave me the tools to get 

past the experience—to take its lessons and use them to 

do better. That was another life experience I needed, and 

that I got by  learning to fly.

 Now we capture memories in images every day, and we 

edit them into our social media feeds, sharing them imme-

diately with our friends and family. The gratification feels 

instant, but aviation’s deep satisfaction comes after a long 

succession of trials and triumphs.

Every time I fly, it charges my batteries in so many ways. 

Whatever it means to you, becoming a pilot stays with you, 

wherever you go and however you use those skills and wis-

dom. In this special issue of Flying, we share some of what 

we’ve learned to help you find your path into the sky. 

Believe me, I treasure every precious image flying has 

granted me, whether it’s imprinted in my mind or on film, 

paper, slide or screen. I wish the same for you. 

FLYING 

PICTURES
C A P T U R E  T H E  M O M E N T S  

A S  Y O U  L E A R N  T O  F LY

Julie Boatman

Editor-in-Chief

@julieinthesky on Twitter 

y

Editor ’s  Letter

VIEW FROM

ABOVE
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F R O M  S O M E O N E  W H O  W A S  O N C E  W H E R E  Y O U  A R E  T O D A Y

AN 
INVITATION 

TO FLY 
BY GREGG MARYNIAK

B
Because you are reading this special issue of Flying, 

you’re probably considering taking flying lessons. 

As someone who has been in your shoes,  

permit me to give you an invitation… 

and a warning.

Fifty years ago, Flying gave me an invitation that 

completely changed my life.  

On a September evening at a drugstore 

 newsstand after my weekly music lesson in 

Roselle, Illinois, I encountered Flying’s special 

publication, Invitation to Flying 1970. I doubt 

that anyone could have predicted the impact this 

journal would have on the rest of my life. 

If magazines suffered wear from being read, 

this one would have been obliterated from 

use within a week. I practically  memorized 

James Gilbert’s description of his early 

student training in a biplane in England. I was 

 captivated by George Atwell’s story of taking a 

skeptical business colleague on an IFR trip from 

Westchester County, New York, to Buffalo and 

opening his mind to general aviation. 

But what really resonated with me was Sally 

Kur’s portrayal of her experience as a student 

pilot in Cincinnati, leading to her first solo. 

With great honestly, she described her  initial 

apprehension and her joy and  excitement in 

a piece entitled “From Fright to Fun: How a 

 Panic-Stricken Kid Learned To Fly.” Though 
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Gregg Maryniak in an 

early pursuit of flight.

Learning to fly still 

took an investment of 

time and funds.

The Invitation to Fly 

1970 issue inspired a 

new generation.
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I was a 15-year-old from a  family of 

modest means, Invitation to Flying 

inflamed my interest and made me 

believe becoming a pilot was within 

the realm of possibility. To be fair 

to Flying,  editor Robert B. Parke 

led off the editorial content with a 

piece entitled “Fair Warning,” which 

began, “Before you go too far, we 

think it’s only fair to tell you that 

this publication is an  out-and-out 

bamboozle.” But Mr. Parkes’ 

warning was too little, too late.

I became one of those kids who 

worked all week to earn an hour of 

dual instruction and rode his bicy-

cle to the airport because he was 

too young to get a driver’s license.  

One unintended consequence of 

soloing at 16 and getting a license at 

17 is that you discover you can take 

on seemingly impossible goals—

and prevail. Within a few months 

of becoming a private pilot, I had 

dropped out of high school to attend 

college. Though flying was not my 

professional goal, it has always 

been a core part of my being. Flying 

led me to amazing adventures that 

have included helping to find ice on 

the moon’s poles,  teaching orbital 

mechanics to airline pilots with 

Buzz Aldrin (who had an  interesting 

50th anniversary in 2019),  lecturing 

with Neil Armstrong, and helping 

Lindbergh’s grandson, Erik, make a 

solo flight from New York to Paris in 

a modern light plane. The  generous 

mentors and friends I have met 

through the love of flying are too 

numerous to recount in this note.

I’ve come to realize that almost 

every great endeavor is the result of 

a sincere invitation. “Join our com-

pany,” “Help our cause,” or “Marry 

me” are examples of invitations that 

have been turning points in many 

lives. I’ve shared Flying’s  invitation 

to flying with hundreds of  people 

over the years. Like ripples on a 

pond that reflect back and forth 

and interact with each other, these 

 invitations often had profound 

and surprising impact on both the 

offerer and the invitee. For example, 

one led to the creation of the XPrize, 

which helped trigger the modern 

commercial-spaceflight revolution.   

The invitation to learn to fly 

turned out to be an invitation to 

a lifetime of adventure, learning, 

and the companionship of some of 

the most interesting people on the 

planet. I’m glad to see that Flying 

continues to invite and inspire—

and, if necessary, bamboozle—new 

generations of pilots.

Be warned that learning to fly 

will undoubtedly change your life. 

But I also offer you a sincere and 

heartfelt personal invitation to join 

the worldwide community of pilots. 

On behalf of your future aviation 

brothers and sisters, welcome to the 

adventure of a lifetime.   

Join us! 

The invitation 
to learn to fly 

turned out to be 
an invitation 
to a lifetime 

of adventure, 
learning and 

companionship.

The author's logbook tells stories from a life of flying.
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THE PATH  
TO THE SKY 

BY JULIE BOATMAN
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TThe sky calls out to you— 

how do you answer that message?

Every pilot takes a unique path in learning to fly, 

based on circumstances, location, access—and just 

plain luck, in certain cases. You’ll make a  positive 

approach, though, because you’ve identified a 

resource in Flying that lays out the path for you by 

considering where you’re starting, where you’d like 

to go and these key steps along the way.

Know What Kind of Pilot You Want To Be

In order to map out the best route, you need to 

know your destination. For many of you, the 

answer seems clear: You want to pursue aviation 

as a career, whether civilian or military, or you 

want to fly your own airplane to use for busi-

ness, travel or fun. While those options might 

appear at first to be a dichotomous choice, 

they really prompt further questions. 

If your choice is to become a professional 

pilot, you may have an idea that being an  airline 

pilot is your go-to career. However, the  aviation 

 profession offers far more variety than just 

the airlines. Choosing to look into business or 

 corporate aviation makes your path distinctly 

 different—perhaps not at first, but certainly 
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after you’ve achieved your initial 

pilot certificates and ratings. There 

are many other professions open 

as well, including medevac (fly-

ing either airplanes or helicopters), 

charter flying in remote locales 

(requiring  specialized skills) and 

flight instruction.

Perhaps you want to fly for your 

own pursuits; that decision leads to 

more questions. Do you want to learn 

to fly for fun and fly locally with 

friends? Do you want to buy your 

own airplane and learn to fly in it, 

if  possible? Do you want to use your 

certificate to travel, maybe to loca-

tions that require you to land on water 

or snow? All of these options—and 

more—are possible, and having that 

answer ready when you’re starting the 

next step will help both you and your 

training organization or instructor 

understand how to guide you best.

Find the Best Flight School

The flight training organization you 

choose for your aviation education 

is so important, we have devoted an 

entire article (“How to Choose the 

Right Flight School”) in this issue to 

helping you decide. The bottom line? 

Your choice of school depends a lot 

upon the goals you have set in the first 

step, your location—whether you’re 

willing to relocate to train—and how 

you’ll fund your lessons.

You can use our outline to help you 

ask the right questions as you search 

online or through other resources 

to find the right match.

Plan Your Schedule Well

Not only does learning to fly take 

money—and the desire—it also takes 

time. Even a sport pilot certificate, 

the shortest path to the sky, involves 

a commitment of time and energy 

you must ensure you’re ready to make 

before embarking upon the mission. 

Perhaps you’ve set a challeng-

ing goal before, such as training for a 

marathon, planning a charity event 

or completing a certification course 

at work. Each of these requires a cer-

tain amount of time each week, even 

each day, devoted to the exercise 

or study needed to get to the goal. 

Learning to fly, like training for a race, 

is not  something you can cram in at 

the last minute. The most successful 

 pilots-to-be “train” every day for an 

hour or two—or at least three times 

per week for a bit longer. If you’re 

not ready to  commit to at least this 

amount—let’s say 10  to 15 hours each 

week— consider waiting until you can 

dedicate the time.

If you’re planning to become a 

 professional pilot, you’ll need to commit 

at least some time every day toward the 

goal—or better yet, set aside up to three 

years in which you pursue the dream 

full time, as you would a college degree. 

Work With a Good Instructor

Your instructor is likely to be the most 

important person you’ll work with 

during your flight training. We cover 

this topic in detail as well (“Finding a 

Great Instructor”), including what to 

do if you have an instructor who isn’t 

working for you.

Take the Knowledge Test

Maybe you’ve heard—or maybe this 

is the first time you’ve been advised—

that you’ll need to pass at least one 

knowledge exam and one practical 

test in order to secure your first pilot 

certificate, whether it’s to become a 

sport or private pilot.

The knowledge exam is often called 

the “written test,” though chances 

are strong you’ll take it online unless 

your part of the world still proctors 

these on paper. Many schools ask you 

to take your first exam either before 

you begin flying or soon afterwards. 

We also talk about the merits of this in 

(“This Is Only a Test”), so you can pre-

pare yourself for this  important step—

and be able to leverage the education 

you gain while studying.

Strive For Your First Solo

The rite of passage that new pilots, and 

seasoned professionals, remember 

most about learning to fly has to be the 

first solo flight. The solo flight is one 

that you take without the  instructor in 

the airplane; instead, that person has 

supervised your training and signs 

you off to fly a short segment on your 

own. The purpose behind the solo 

flight remains evergreen: to instill you 

with the confidence in your own pilot-

ing skill so you can move forward in 

training and toward completing your 

pilot certificate.

In order to fly solo for the first time, 

you will need to have completed all of 

the knowledge subjects called for in 

the regulations, passed a written test 

on these areas, and logged time in all 

of the aeronautical experience exer-

cises required. You’ll have proven that 

you know how to land—obviously—but 

also that you can deal with basic mal-

functions and abnormal situations. 

When your instructor steps out 

of the airplane and you take off 

alone for the first time, it’s a feeling 

you will never forget.

Check In With a Mentor

While your instructor has a lot to offer 

in terms of guidance, there comes a 

time in nearly every pilot’s path when 

he or she needs support from some-

one else. For this, you should seek 

out a mentor, a pilot who has gone 

before you and can both commiser-

ate with you and answer questions you 

want a second opinion on.

Your mentor can also be someone 

in the company you wish to work for, 

The purpose 
behind the solo 
flight remains 
evergreen: to 

instill you with 
the confidence in 

your own piloting 
skill so you can 
move forward 

in your training 
and toward 

completing your 
pilot certificate.
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who can assist you in choosing the right methods of train-

ing and goals to achieve along the way—and prepare you a 

bit for life as a professional pilot.

Build Your Skills

After you’ve soloed, you’ll grow your experience by  taking 

on new maneuvers and flying to destinations beyond the 

traffic pattern. For many pilots, the first cross-country 

flights, or those to another airport at least 50 miles away 

(in general), represent the best visualization yet of why 

they’re learning to fly: to travel to an exciting locale, fly 

people to a new airport or see the world from above.

You’ll also learn how to fly the airplane in 

 more-challenging conditions, such as into airports with 

unpaved or short runways, crosswinds, and through a 

wider range of emergency situations. Each of these areas 

prepares you for life as a skilled, safe, competent pilot.

Prepare For the Check Ride

If you’ve completed a well-planned course of training—

with lessons following a syllabus that uses the FAA’s 

Airman Certification Standards as its foundation—you 

should be well-prepared for the practical test, which pilots 

call a “check ride.” 

If only it were that straightforward—it should be. But, 

because you are a human with a wide range of past expe-

riences and differing ways that you learn best, your check-

ride preparation needs to address not only the subject 

matter at hand but also how you ready your physical and 

mental state. To do this ensures you will perform well and 

demonstrate the knowledge, skills and risk-management 

techniques you’ve learned through your training. 

Fly Into Your Next Goal

Once you have your certificate, you may have a long list of 

trips you want to take and folks you’d love to introduce to 

flying. Or maybe you hit the wall, and you find you enjoyed 

the structure of the training course and needed those 

to-dos to get you away from competing demands. 

The best way to make sure you keep flying after the 

check ride is to set your next goal. It doesn’t have to be 

another certificate or rating (though you may choose to 

jump right into instrument training). If you identify an air-

plane in which you’d like to check out—for example, gaining 

a tailwheel endorsement or a seaplane rating—you can put 

that goal in front of you to work toward. We look at a num-

ber of options out there and help you make a plan in “After 

the Check Ride." After all, the idea is to keep flying! 

FL2001B
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Learn to Fly Course. Over 15 hours of HD video and animations explain everything you need 

to know to earn your Private Pilot certifi cate. Combine that with powerful test prep tools, a 

comprehensive document library, access to Sporty’s CFIs, and convenient app options and you 

have aviation’s most complete training course. Plus, free lifetime updates mean you’ll always 

have access to the latest content and learning tools.   #E1753A   $249.00

Learn To Fly
COURSE

FAA

Expanded 

video training 

New test prep tools 

Smart TV apps 

FAA handbooks

Checkride prep

Video review notes

Mobile-friendly 

online portal

What’s New:

FREE LIFETIME UPDATES!

SPORTYS.COM/COURSES

2020
EDITION
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JJust as any goal worth pursuing takes honest effort to 

accomplish, so does learning to fly. The effort takes the shape 

of time and money invested—of which we all have only limited 

amounts. In order to properly budget both, so you can achieve 

the goal of flight, you need an understanding of what to expect.

While many prospective pilots focus on the expenses 

involved in flight training, it’s just as important to be 

realistic about the time investment, whether you’re tak-

ing your own road under Part 61 to fly recreationally 

or following a structured program to an airline trans-

port pilot certificate. Having worked in both Part 61 

and Part 141 training programs, in the United States 

and in Europe, I can attest that very few people com-

plete a course in the minimum time and cost quoted 

when they first begin training. Most of the time, this 

comes as the result of the natural optimism we all face 

when starting a big project—and knowing the minimums 

are just that, minimums, helps temper our projections 

and  better plan to see the course through.

A handful of factors contribute to the increased amount 

of time to complete a given course, some of which are under 

your control and some fall to the organization with which 

you fly. This is why we stress preparation and planning 

before you embark on your quest. Your own preparation 

includes setting aside the time and mental energy each day 

or week to train, along with the funds to see you through, 

and ensuring you do the homework involved with studying 

for both the exams and your lessons. 

Research into the flight school or instructor with 

whom you fly also helps mitigate problems in  completing 

your course on time. As part of your interview with an 

 aviation-training organization, ask to review completion 

times for students—particularly if you’re working with an 

ATO that proposes to finish your program in a prescribed 

amount of time, such as 15 or 18 months. I’ve found that, 

after analysis, some ATOs promising these targets actually 

have average completion times of 22, 24 or even 36 months. 

While part of the responsibility inevitably falls upon the stu-

dent (read: You must study and show up prepared for your 

lessons), beware of a school that blames its longer comple-

tion times solely on its cadets. You can dig deeper to find the 

real reasons: generally poor weather, lack of a structured 

maintenance program, insufficient training aircraft or the 

wrong mix of instructors are just a few contributing factors. 

These same items hold true when assessing a smaller school 

as well, though there tend to be fewer “guarantees” made 

when learning under Part 61 because of its flexibility.
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How About Sport Pilot?

One option to help you control time 

and cost is to pursue a sport pilot cer-

tificate because it requires less total 

time than a private certificate. In the 

United States, light-sport aircraft 

fall into a couple different categories. 

Most come under the airplane-land 

designation, though there are a hand-

ful of seaplanes that also fit into the 

category. Within the airplane cat-

egory, airplanes are either facto-

ry-built, under a special airworthiness 

certification and designated as S-LSA, 

or they're home- or amateur-built 

and fall under the E-SLA designation. 

Examples include the Vashon Ranger 

R7, Flight Design CT series and the 

Tecnam P2002. 

We talk about the sport-pilot path 

in more detail in “Is a Sport Pilot 

Certificate Right for You?” but gener-

ally, you’ll take one-half to two-thirds 

of the time and money you’d invest in a 

full private pilot certificate.

Finding the Funds

Securing the funds to make your fly-

ing dreams happen takes planning 

and strategic thinking. There are a 

range of solutions for finding sources 

of financing, planning for your 

expected expenditures, and applying 

for   scholarships  that will help you on 

your way.

The first question to answer: What 

level of flying do you wish to achieve? 

For those seeking to fly recreation-

ally, or for their own business, a sport 

or private pilot certificate will be 

enough, and the cost will vary from 

about $5,000 to $15,000, depend-

ing on which  certificate you choose, 

where you live, and how long you take 

to  complete the training. After your 

initial training, you may wish to add 

an instrument rating (to fly in varying 

weather  conditions) or a multiengine 

rating (to fly a more complex airplane). 

These will cost an additional $5,000 to 

$12,000—again,   depending  on  which 

you choose.

For those who wish to fly profes-

sionally, you will need at least a com-

mercial pilot certificate, with the 

 appropriate ratings such as instru-

ment or multiengine and, possibly, an 

ATP. The costs listed above add up to 

Your training will go more smoothly if 

you plan for it.

The amount you plan to spend to 

achieve the certificates you need to 

become an airline pilot may seem 

daunting, but there are also sources 

of funding through scholarships for 

which you may qualify. I
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an investment of between $50,000 and 

$120,000—varying widely by the pro-

gram, where you train geographically, 

and any extra time you take to reach 

your goal. If you wish to secure an avi-

ation degree, you can add anywhere 

from $25,000 to $250,000 to those 

totals—ranging from a two-year com-

munity-college program to a top-tier 

aeronautical university.

For most people, the amount you’ll 

spend on training takes planning. For 

your initial pilot certificate, you may 

be able to save up the amount prior 

to beginning your training, or plan to 

spend a certain amount each month 

from your household budget. You may 

also be able to arrange a  personal or 

home-equity loan through your bank, 

if you have that collateral. The bottom 

line is to understand how you will cover 

the cost before you begin so a lack of 

funds doesn’t interrupt your training.

For a longer training program, you 

may need to arrange for financing, 

either through a bank loan or a pro-

vider that specializes in educational 

loans. There are a handful of resources 

that offer loans especially for aviation 

training, such as Pilot Finance or the 

Aircraft Owners and Pilots Association. 

If you’re a US military veteran, you may 

also qualify for funding through the 

Veterans Administration, under the 

 latest version of the Post-9/11 GI Bill.

The amount you plan to spend 

to earn the certificates you need to 

become an airline pilot may seem 

daunting, but there are sources of 

funding through scholarships for 

which you may qualify. If you or your 

parents belong to any fraternal or 

community organizations, they may 

have scholarships that can be used 

for education, which would apply 

to a college or university aviation 

program. 

You can also check with the local 

chapters of aviation organizations, 

such as the EAA, the Ninety-Nines, 

Women in Aviation, and state or local 

aviation clubs. These organizations 

offer cash toward a specific certificate 

or rating, or a general stipend to cover 

your training, and can total thousands 

of dollars to help offset your costs. 

Your ATO may also offer scholarships 

through its alumni or  community 

outreach, such as a mentorship 

 program or collaboration with a local 

charitable organization. A  general list 

is provided on  scholarships.com if you 

search for “aviation scholarships.”

The planning and preparation 

to ensure you have the time and 

funds to complete your training 

will also help you in another way: 

As a pilot, planning and prepara-

tion are paramount to safe and 

competent f lying. 

FEATURES:

COM 
Radio

Ideal backup radio with 
built-in headset plugs

1.800.SPORTYS (776.7897)
Clermont County/Sporty’s Airport

Batavia, Ohio

MORE INFORMATION: 

SPORTYS.COM/PJ2
FL2001A
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•  Standard GA headset jacks - 
no adapter required

• Oversized screen

• Large keypad

• Last frequency button

•  20 scannable 
memory channels

•  USB type-C plug for 
backup power

•  Backlit screen 
and keypad

•  Standard BNC 
antenna 
connector

•  Transmit/receive 
indicator light

#1812A  $199.00
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HOW TO CHOOSE THE RIGHT

BY JULIE BOATMAN

A quality flight school 

has clients who are 

engaged and happy.
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FFinding the right flight 

school is key to ensuring 

that your flight training 

is a success. You need to 

know what your goal is 

before you start; a few 

common elements apply 

to your decision, no 

matter what your goal. 

A flight school (otherwise known as an aviation  training 

organization) conducts the business of teaching people 

to fly. It can take on a variety of guises, from the small, 

 traditional flight school at a local airport using a light 

aircraft or two all the way to those international ATOs 

that train pilots for the airlines—and often conduct their 

recurrent training as well—in large fleets of aircraft and 

flight simulators. Of course, there are many that fall 

in between these two generic categories.

The organization you choose should depend on a 

 couple of factors. Primary among them is your goal. 

If you want to learn to fly at a measured pace—near 

your home, for your own business or recreation—you’ll 

 generally search locally for a place to train. If you want 

a career in aviation, you’ll make a larger investment 

in time and money. You should look both locally and 

 nationally—or around the world—based on where you 

want to fly and how much you can spend. 

If your goals are personal, you will pursue a certificate 

under the civil aviation authority where you live (such 

as the FAA in the US). If you want to fly internationally, 

you may choose an ATO elsewhere that provides train-

ing for the type of pilot certificate that will make you most 

 attractive to your airline or company of choice.

Before you start, try to locate pilots who have achieved 

your goals—especially if you can connect with those who 

work at the company in which you’re most interested—

and talk with them about what worked best and if they 

have a flight school they would recommend. Keep in mind, 

though, that what works best for one pilot may not be the 

right choice for another, so you’ll still need to do some 

homework—and legwork—to make the best decision.

You’ll also need to understand a little bit about  yourself 

and the environment in which you thrive. Perhaps you 

went to (or plan to attend) a large university that offers 

a wide range of services and new people to meet—and 

the energy that comes from being in the thick of it. Or 

maybe you crave a more intimate scale for your learning 

 experiences, where a small class or one-on-one training 

suits you best—a place where everyone knows your name 

and folks look out for each other. While both large and 

small flight schools can deliver the goods, some students 

find one that suits them better than the other.

Considering all these elements, let’s take a look at 

the kind of flight school you might find at your local or 

regional airport within driving or commuting distance. 

The travel time is a factor that can cut into your ability to 

schedule enough time for flying. You may be geographi-

cally narrowed to one or two options if you live in a rural 

area, or fight a lot of traffic. In this case, your choice of 

instructor may also be somewhat limited. 
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A small flight school may or may 

not have a chief flight instructor 

and other staff; it could be infor-

mally arranged, operating under 

Part 61, and work as a collec-

tion of flight instructors who use 

the same  airplanes to teach. This 

casual structure doesn’t necessar-

ily mean there’s no structure at 

all. Some of the best training can 

 happen under these  conditions—

if they suit you. Interview the 

 manager or owner of the school to 

get a sense of what to expect. You 

may even find that a flight instruc-

tor working on his or her own can 

provide the  personalized attention 

you need, but consider that this plan 

may offer little in terms of a backup 

if that CFI encounters a health issue 

or a maintenance problem with an 

 aircraft they use for training.

A larger flight school, or ATO, will 

have more administrative staff and 

certain positions required by the civil 

aviation authority, depending on the 

number of students and aircraft. You 

will want to interview the chief flight 

instructor (and chief ground instruc-

tor, if you can) to determine what 

level of quality they strive for in their 

operations. The larger the school, the 

more variety it typically has in terms 

of its course offerings and, perhaps, 

the choice of aircraft. It may provide 

training beyond the commercial- or 

 airline-transport-pilot level and into 

type-rating training on  entry-level 

jets such as the CRJ series or 

Embraer E145—or even the Airbus 

A320 or Boeing 737.

You could also choose to attend 

a degree or vocational program 

 delivered by a college or university 

dedicated to aviation. This path typ-

ically interests those who pursue a 

career as a professional pilot, but you 

might enjoy adding flight subjects for 

a broader degree. Associations such 

as the Aviation Accreditation Board 

International and the University 

Aviation Association can provide 

 feedback on a given institution’s rep-

utation and diligence in the industry.

Regardless of the size of the opera-

tion, you will want to see the following 

when you visit your school of choice:

Does the facility appear clean, 

well-maintained and welcoming? 

You’ll want to spend your time at a 

place that reflects pride and positivity 

in its daily operations.

Do the aircraft appear well- 

maintained and tidy? Ask what kind 

of maintenance program the aircraft 

follow, whether they are  maintained 

in-house or by a local provider. 

Either is fine, but there should be no 

 hesitation in the answer.

Do the flight instructors follow a 

standard syllabus, or are they free to 

conduct their own training regime? 

A good flight starts with  

a good walk-around.

Michael's first training session  

on the FMX.

Flying in mountainous terrain 

enhances your awareness.

Ayesha's first flight today!  

Congrats!

5 FACTORS  
FOR FLIGHT SCHOOLS

1. Does the facility appear clean, well-maintained and welcoming?

2. Do the aircraft appear well-maintained and tidy?

3. Do the flight instructors follow a standard syllabus?

4. Does the flight school or ATO ask you for a large deposit?

5. Does the organization give off a positive vibe? Are you comfortable there?
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Too strict a program may be  stifling 

to some people, but there should 

be a certain amount of oversight, 

even in a small operation.

Does the flight school or ATO 

ask you for cash up front, or a large 

deposit (more than 10 to 20 percent), 

to begin your training? Any more 

than this amount should raise a red 

flag about the organization’s finan-

cial practices and may hint at cash 

flow  problems down the road.

Does the general demeanor of the 

school reflect positive attitudes on 

the part of the staff and students or 

clients? One person’s complaints 

may be an outlier, but hearing nega-

tive comments from multiple sources 

bodes ill for a good training expe-

rience. Don’t forget to check online 

for comments or reviews of the 

schools you find interesting.

You might also consider how well 

the school has modernized and 

whether they incorporate flight 

simulation into their training 

 syllabi. Flight-training devices—

as the FA A refers to approved 

 simulators for light aircraft—come 

in a wide variety of types and price 

points. Using one can greatly aid 

your training, not just from a cost 

standpoint but also in terms of time 

and effectiveness of training. 

If the f light school where you 

intend to train doesn’t use any 

form of f light-training device—

even a desktop computer running 

a good f light-sim program such 

as X-Plane or Microsoft Flight 

Sim can be of use—take that as an 

 indication the school might not 

be up to the  latest standards in 

terms of training savvy. This is 

 particularly true if you intend to 

pursue a  professional-pilot track. 

You will be training in full-motion, 

 sophisticated f light simulators for 

much (or all) of your airline and jet-

type-rating training, so  becoming 

comfortable in an FTD can pay 

great  dividends for your career.

Whatever direction you choose, 

remember that the relationship 

you build with the school is a two-

way street; you have rights as a 

 customer, but you also need to 

 fulfill their requirements as a par-

ticipant in their training. If you 

understand what is being asked 

of you, and you deliver on those 

expectations, you should reap the 

benefits of their expertise. You also 

deserve to be treated with respect—

and give that respect in return—or 

 reconsider the relationship.

These are just a few tips to get you 

started on your research. For more 

information, there are a  number of 

online resources to help you locate a 

good flight school in your area. You 

can begin that search on Flying’s 

Learn to Fly webpage where we link 

to ways to search effectively and 

understand the information that 

an ATO promotes online. 

If the flight school where you intend 
to train doesn't use any form of flight-

training device—even a desktop 
computer running a good flight-sim 
program can be of use—take that as 

an indication the school might not be 
up to the latest in training savvy.

First flight for Jaiden today. 

Congratulations!

Fun over the Salton Sea with 

Michael.

The Del on our flight back from  

San Diego to Thermal

This is what real pilots do 
on Christmas Day.
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H O W  T O  M A K E  Y O U R  I N T R O  T O  

A V I A T I O N  A  S O A R I N G  S U C C E S S

WHAT TO EXPECT ON YOUR

 FIRST 
LESSON

BY PIA BERGQVIST

Prepar ing for your 

first lesson gives you 

a head start.
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TThere are a few moments in life that are truly memorable. It 

might be the day you held your first driver’s license, a crazy 

party to celebrate your 21st birthday, your very first kiss 

or the birth of a child. For most pilots, the first flight lesson 

is an experience that will trigger the limbic system and be 

cemented within memory for a lifetime.

My first lesson came when I was 29 years old. Like 

most pilot candidates, learning to fly was a  lifelong 

dream. But, for many reasons, I had dismissed my 

dream as unattainable until that day. As a result, I 

knew literally nothing about flying. Throttle,  mixture, 

yoke, attitude indicator? I had never heard of even 

the most basic components of the cockpit. 

Because of my complete ignorance, my first lesson took 

more than three hours. Even though it was a late afternoon 

in August—when the days are still long—my instructor, 

Jason Van Camp, and I didn’t climb out of the Cessna  152 

until it was getting dark. Fortunately, Van Camp had the 

patience and commitment as an instructor to guide me 

through this challenging first step in a very positive way. 

Yet my most prominent memory was the feeling of being 

overwhelmed. What today feels almost as easy as driv-

ing a car seemed then to be nearly unachievable. Had it 

not been for my total focus and excitement at this new 

venture, and the incredible patience of Van Camp, the 

experience might have turned me off. To prevent this, I 

would recommend some homework before climbing into 

the left seat for the first time.

You might be aware that pilots use checklists during 

 several segments of flight, such as preflight, pre-start, 

taxi, before takeoff, cruise, etc. The pilot’s operating 

 handbook for a given airplane includes checklists  specific 

to each aircraft’s make and model. Condensed,  laminated, 

 easier-to-use checklists are also available through  various 

pilot shops. Once you know the type of airplane you’re 

going to fly for your first lesson, track down a checklist 

and go through each segment to get an idea of what you 

should look for. Make yourself familiar with the cockpit 

environment and the components listed in the checklists. 

Because Van Camp had to show me each component in the 

checklists, it must have taken us at least an hour and a half 

before we even got the propeller spinning. By comparison, 

an experienced Cessna 172 pilot can get through the pre-

flight and pre-start checklists in about 15 minutes. 

A basic understanding of the flight controls is also 

 helpful for your first lesson. What does the yoke do? Which 

direction on the throttle gives you more or less power? 

What on earth is trim? A review of the instruments or pri-

mary flight display is also helpful. Where can I tell what 

speed I’m flying? Where is the altimeter? What does 

the attitude indicator tell me? You can refer to the FAA’s 

Pilot’s Handbook of Aeronautical Knowledge to get famil-

iar with the basic flight controls and instruments; you 

won’t be quite as overwhelmed, and you’ll save yourself 

some money on instruction time. 

Some schools demand that you complete the ground 

school and written test before you even get inside an air-

plane. While some basic knowledge is helpful, I don’t rec-

ommend this. The written test expires after two years, and 

a lot of the information you need to learn for the written 

test won’t make sense before you start taking the controls. 

Just focus on the basics before the first lesson—then you 

can get to the written exam, and the two will make sense. 

Be prepared to be amazed. Van Camp gently lifted the 

two-seater off Runway 21 at California’s Santa Monica 

Municipal Airport. I could not believe it when, shortly 

thereafter, he gave me the controls and allowed me to 

start maneuvering the airplane over the beautiful sand 

beaches of the Pacific coastline. That first lesson included 

very basic maneuvers: straight-and-level flight, the use 
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of trim, turns at various degrees of 

bank angle, climbs, and descents. I 

was amazed that I was looking down 

at the mountains of Malibu while 

 actually  flying an airplane.

My first lesson also included a very 

important aspect that, in itself, made 

a lasting impression. The sun was 

starting to set, and there was a marine 

layer off the California  shoreline. 

Van Camp told me to turn the air-

plane toward it. He made me close my 

eyes and, after opening them again, 

guess our attitude. Were we level, in 

a bank, climbing or descending? I 

don’t quite remember my guess, but 

I do remember being completely off. 

That first lesson made me realize I 

had to trust my instruments because 

my inner ear would fool me when 

the outside picture didn’t provide 

any reliable information. 

Other than gaining some  familiarity 

with the components of the airplane, 

it’s extremely important you know 

your flight school and your instruc-

tor. Here is one place I did the right 

thing. Before starting my first lesson, 

I visited all of the flight schools at the 

Santa Monica Airport. In 1999, there 

were at least five. The school that gave 

me the best feeling by far was Justice 

Aviation, a Part 61 school, which pro-

vides greater flexibility compared 

with a more structured Part 141 

school. I was still working full time, so 

I needed flexibility. I also liked the fact 

that the school had a large fleet of air-

planes and allowed overnight rentals. 

What really sold me on Justice, 

however, were the people. The own-

ers, Sharon and Joe Justice, were 

warm and caring, and their person-

alities percolated down through the 

 front-desk staff and instructors. 

During my “research visit,” I spent 

a long time talking to a CFI candi-

date by the name of Andrew Sampson. 

He gave me some good advice and 

insight into what becoming a pilot 

would entail. Because he wasn’t cer-

tified yet, I was assigned to Van 

Camp for my first lesson.

Van Camp and I hit it off great, 

and he gave me a terrific start to my 

training. But after just a few les-

sons, he was hired by Mesa Airlines 

and went off on his way to flying jets. 

Fortunately, by then, Sampson had 

finished up his certificate and took 

over as my instructor. 

Sampson was a great CFI with an 

amazing sense of humor, which made 

it even more enjoyable to come to the 

airport. And fortunately, because 

Sampson stayed with the school 

for some time, he was able to help 

me complete both my private pilot 

 certificate and instrument rating.

Before that first lesson, make sure 

you meet with your instructor. Ask 

yourself: Can I see myself spending 

dozens of hours basically attached to 

this person in a small cockpit? Will 

the instructor stick around, or is he 

or she likely to take an airline job 

in the next month? Is the instruc-

tor  professional, on time, courteous? 

Don’t allow your dreams to fade if you 

get a bad instructor on that first les-

son. There are plenty of good ones 

out there who are passionate about 

 helping you reach your goals. 

You might be reluctant to fly with a 

newly minted instructor, but not only 

are new CFIs current on all of the reg-

ulations, they have just been tested 

by a designated examiner. Moreover, 

a new instructor could be more moti-

vated to fly frequently than a more 

seasoned one. The ink on Sampson’s 

certificate hadn’t dried before I 

started flying with him, yet he gave 

me a fantastic start on my career. 

There are several things you can 

do to help make your very first flight 

 lesson a happy memory. While there 

is a lot to learn when it comes to  

getting a pilot’s certificate, your 

first lesson should be mostly about  

having fun. There is plenty of time 

for learning. 

A basic understanding of the 
flight controls is also helpful 

for your first lesson. What does 
the yoke do? Which direction 
on the throttle gives you more 

or less power?

Every pilot took a first lesson once, 

including Editor-At-Large Pia Bergqvist.
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Y O U R  F L I G H T  I N S T R U C T O R  P R O V I D E S  T H E  

F O U N D A T I O N  T O  Y O U R  T R A I N I N G .

FINDING A GREAT 
INSTRUCTOR

BY JULIE BOATMAN

W e  g u i d e  y o u  o n 

choosing the instruc-

tor who fits you best.
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LLearning to fly most any aircraft requires you to work    

one-on-one with a professional pilot called a certificated flight 

instructor—which refers to the FAA credentials that this person 

must hold. You may have worked closely with an instructor 

when you learned to drive, scuba dive, ride a horse or any 

number of similar activities, so you know that choosing the 

right person to guide the way is critical to your success.

A flight instructor must go through a regimen of 

 training that meets a number of specific standards, as 

well as pass two written exams and a practical test given 

by the FAA or other aviation authority. Any instructor 

who passes the initial level of qualification can train pri-

vate pilots in the category and class (airplanes with one 

engine, for example) of their certificate. But the  quality 

of training that person received—and what he or she 

has done with that experience—varies widely. You will 

find instructors who have gone through certification as 

 relatively new pilots in order to advance towards a life-

long aviation career; or you may find older pilots who 

have taken on the role as instructor following thou-

sands of hours flying as an airline or corporate pilot. You 

may also encounter a CFI who has made teaching their 

profession, one who has worked within a flight school or 

 training organization for their career. 

As a longtime instructor myself, I can assure you 

that each of these CFIs can give you a great learn-to-

fly experience. Part of determining whether you have 

found a good instructor lies within your interaction 

with them, so I strongly recommend you interview a 

few  candidates before you choose one. 

The first instructor you work with could feel like the 

perfect match, but make sure that personality isn’t all 

that’s driving the relationship. Good instructors will 

demonstrate their attention to detail through use of a 

syllabus (or standard course of training), their preflight 

preparation, and feedback to you during the post-flight 

briefing. A couple of red flags: If an instructor takes 
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Expect to pay  

for all of 

the time the 

instructor 

spends with 

you—ground 

and flight 

instruction—just 

like you would 

with any other 

professional, 

such as your 

attorney or 

doctor.

You spend quality time with your CFI.you out to the airplane  without any 

 preflight discussion or ends the 

lesson when the engine stops and 

rushes on to the next student.

The best instructor does you no 

good if you cannot arrange time 

with them that fits your schedule. 

Some “high-demand” instructors 

fall into this category, and often, 

they can recommend someone of 

similar quality who can give you 

the attention you deserve. 

You may hear that a good 

 instructor charges more for their 

time or some instructors won’t 

charge you for ground-training time. 

It’s a false economy to follow this 

latter route because those instruc-

tors who value their time also tend 

to value yours and feel compelled to 

produce excellent results in a shorter 

overall period. You will not only end 

up saving money but also receive a 

richer training experience.

In a nutshell, there are five key 

areas to consider when choosing a 

great flight instructor.

Interview several instructors on 

the ground before you fly. You will 

spend a lot of time with this person; 

you probably won’t be best friends, 

but you should have a pleasant rela-

tionship. Talk with other clients as 

well to gain the full picture. Ask the 

instructors you interview  questions 

about why they got into flying and 

why they chose to instruct at this 

given point in their careers. You 

could ask what percentage of the stu-

dents they’ve taught passed on their 

first check-ride attempt, or how they 

intend to support a student who hits 

a plateau or pause in their study.

Go beyond personality and check 

attention to detail: Do they use 

a syllabus and assign you study 

material? Are they prepared for 

every flight? Do they conduct pre-

flight and post-flight briefings? 

You can ask about the syllabus 

up front during your interview. If 

the answer is, “What syllabus?” 
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5 WAYS TO FIND A 
GREAT INSTRUCTOR

Interview a few 

instructors before 

you settle on one.

Look at the 

instructor’s 

use of learning 

tools, such as a 

syllabus and good 

briefings.

 Expect an 

instructor to be 

willing to train on 

your schedule.

Treat your 

instructor as a 

professional in 

terms of their 

time—and yours.

Be open to 

an instructor 

outside of your 

demographic.

The best instructor does you no good if 
you cannot arrange time with them that 
fits your schedule. Some “high-demand” 

instructors fall into this category, and 
often, they can recommend someone  

of similar quality.

1 2 3 4 5

then you can essentially take your 

business elsewhere. Even if the 

instructor uses one of their own 

creation—or the school’s—that’s an 

indication of structure within the 

training that will serve you well.

Ensure your instructor will stay 

available to train on your sched-

ule, but be willing to try someone 

new who can deliver when you want 

to fly. If the instructor explained 

that he or she plans to move on at 

some point to the airlines or other 

jet job, ask how that transition will 

be handled. It’s not as much of a 

shock or interruption to your train-

ing if you both know and plan for 

the change in advance.

Expect to pay for all of the time the 

instructor spends with you—ground 

and flight instruction—just like you 

would any other professional, such as 

your attorney or doctor. Your time on 

the ground with the instructor can 

be of more value than the  instruction 

given in flight— especially if your 

instructor uses a good  debriefing 

tool to review the flight. There 

are  several flight- tracking and 

 associated programs on the  market, 

so your instructor need not take 

many notes during the flight but still 

will be able to review each segment 

with you. It’s invaluable time spent 

when done right, and that’s why you 

should consider mentioning use 

of similar tools to your CFI if they 

don’t use them already.

Be open to an instructor who might 

not match your demographic but 

lets their quality of training shine 

through. Case in point: As a young 

pilot, I didn’t fly with another female 

pilot, of any age, until after I held a 

CFI ticket of my own. The  decision 

was made for me because there were 

very few women flight  instructing 

when and where I trained. My 

instructors did not look like me in 

the mirror, and a few were decades 

older than me. However, this never 

got in the way—so common ground 

can be found, even if you’re initially 

 skeptical about your instructor’s age 

or background. Sometimes those dif-

ferences make for enhanced training, 

as opposed to being a liability.

Regardless of whether you took 

the time to go through every step 

mentioned here, you could still run 

into a mismatch. We can help you 

with this, too, in “What If I Don't 

Like My Instructor?” By  following 

our advice, you can  mitigate the 

chances of that happening—and 

focus on your training. 
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I T ’ S  N O T  J U S T  Y O U R  P R O B L E M ,  

A N D  I T ’ S  D E F I N I T E L Y  S O L V A B L E .

 DON’T LIKE 
MY INSTRUCTOR?

BY AMY LABODA
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SSo you’ve started flight 

training, but it’s just not 

working the way you 

expected. You’ve got a 

sinking feeling that you 

and your flight instructor 

just aren’t communicating 

like you should—or you 

have a downright distaste 

for spending any time 

at all with this person  

who is serving as a 

primary mentor in  

your aviation life.

Remember this: It can happen to anyone because 

these are not typically scientific matches. You walk 

into the flight school saying you want to learn how to 

fly, and the receptionist says, “Great, George here has 

room on his schedule tomorrow—I’ll put you with him.” 

That’s often how one acquires an FAA-certificated flight 

 instructor to  initiate their flight training.

And George might be a fine teacher. Or George could 

be a little rough around the edges. George could be so 

much younger than you, he reminds you of your nephew 

who just graduated from high school, and you are find-

ing it tough to take direction from him. Then again, he 

could be silver-haired and into postprandial napping in 

the  cockpit during a cross-country flight. 

He might not be a great communicator, silently 

 taking notes in the right seat while you struggle through 

maneuvers, glancing over at him with your eyes plead-

ing for a bit of running commentary on how to make the 

 airplane stay on altitude, heading and airspeed. Maybe he 

 prefers to control the airplane, and he’s constantly tak-

ing the controls to “show” you a thing or two about flying, 

 without  dissecting the task he’s performing.

When you are sitting through a preflight or post-flight 

brief on the ground, do you find yourself completely lost 

in what feels like George’s jargon and aviation speak, 

even though you read up on the lesson beforehand? Do 

you wonder what’s next after weeks of driving the air-

plane around the traffic pattern, with no syllabus or game 

plan in sight? Perhaps George isn’t the best teacher, or 

he’s just not that “into” teaching you. Then again, have 

you caught yourself thinking that maybe it’s you? (No. No. 

You’re the  client here—the customer.)

If any of the scenarios above have a tinge of  familiarity, 

George might not be the right instructor for you. The 

 question is, what do you do? 

As a flight instructor since 1985, and someone who 

has offered thousands of flight and ground hours of 

instruction to fledgling and intermediate pilots, I can 

tell you this: Do not give up. There is a CFI out there 

who is perfect for teaching you how to make your 

dream of flight come true. If you feel like you and your 

CFI are not a good match, then you are just going to 

have to do a bit more research to find an instructor 

who can best  transfer knowledge to you.

“We’ve all been on first dates,” says author and CFI 

Rod Machado, who has decades of teaching experience 

on his CV—plus he’s a psychologist who has extensively 
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If you don't like your instructor—
whatever the reason find 

out why and, if need be, 
find another.

studied how people learn. “During those first lessons, 

everyone—both you and your instructor—are on [their] 

best behavior. You really don’t know someone until the 

third date, uh, flight lesson,” he explains.

Operating on that premise, Machado recommends to all 

his clients that they commit to only three lessons with 

an instructor, and then see how it goes. “An old Chinese 

saying goes, ‘It is better to search for a good teacher for 

three years than study three minutes with a bad one.’ You 

are the consumer here. Start with a couple of recommen-

dations, perhaps from the FAA designee who gives check 

rides to aspiring pilots in your area [known as the des-

ignated pilot examiner]. The DPE knows which CFIs are 

succeeding at teaching people to fly because he or she is 

tasked with checking those skills and issuing FAA pilot 

certificates,” he continues.

That’s good advice, especially if you live in an area where 

there is a lot of choice in where you can fly and who you can 

fly with. You can also check with the FAA’s local FSDO and 

find out if there are any Gold Seal instructors in your area. 

The FAA only awards Gold Seal accolades to CFIs whose 

students pass their check rides 80 percent of the time or 

better. There are also organizations for flight instructors 

that award them Master certification for their teaching 

success and community  activities. You can find them at 

NAFInet.org and SAFEpilots.org.

If you are learning to fly in an area where there is only 

one flight school, then you have to go to the chief—the 

chief flight instructor. In fact, it is best to start there when 

hunting for an instructor, but if you didn’t and now you’re 

unhappy with the one you’ve got, tell the person scheduling 

your flights you want an  appointment to talk with the chief. 

Meg Godlewski is one of those chiefs. Her job is to know 

her CFIs’ strong points, personality quirks and capabili-

ties. At her flight school, situated in the Pacific Northwest, 

she works hard to match clients with CFIs whose teaching 

styles should meld with individual learning styles. 

“When a client comes in and fills out the intro applica-

tion [for] the intro flight, we talk to them, find out their 

availability. I see which instructors are available, and then 

it comes down to the personality and sometimes the age 

of the CFI,” Godlewski explains. “For example, I have one 

instructor who is in his early 50s. He’s a fresh instructor, 

and he has two millennial sons, so he’s my millennial guy 

because he understands how to reach that generation.”

Godlewski also makes sure every client at her flight 

school is presented with a syllabus so they understand 

what to expect from their flight lessons and how the les-

sons will proceed. 

“From what I have seen, 90  percent of the prob-

lems when people are unhappy with their CFI revolve 

around expectation bias, and  having a syllabus-based 

discussion about how a client can reasonably expect 

to progress to his or her goals goes a long way to elimi-

nating that,” Godlewski says. These mitigations work 

most of the time, but if you find that you and your CFI 

aren’t meshing after the third lesson, Machado says it is 

time to go back to the chief.

“There have been times when I’ve agreed, this isn’t 

working,” Godlewski continues. “In that case, I hand 

the client off to someone else. I’ve also worked in 

places where I stepped in for an instructor because 

they were having trouble getting through to  someone. I 

remember at the end of one session, I had a grown man 

in tears  asking if I could be his instructor because he 

finally had a breakthrough. He was having a terrible 

time with cross- country f light planning, and it was just 

the way it was taught to him. His  instructor just wasn’t 

reaching him.”

People learn through different channels. I’m an auditory 

learner. If I hear it, I know it. Others are  tactile learners—

they need to touch  everything. (You know which you are.) 

Machado laments: “Unfortunately, most of the time, 

the dynamic is such that the student teaches the instruc-

tor how to teach him. Your problem could be that you just 

haven’t communicated your learning style to your instruc-

tor, so I say communicate. Let your CFI know. It will make 

the  process more efficient.” 

But if communication breaks down, you need to go 

back to basics. You are the consumer, and you deserve a 

quality experience. Learning to fly is fun once you find 

the right teacher.

“It’s about you, the client,  getting the training, so 

don’t feel guilty if you have to change your instructor,” 

Godlewski says. “That’s totally fine. I’ve had people change 

on me, and I’m OK with that as long as they’re  happy  and 

continue flying.”

If you don’t like your flight instructor—whatever the rea-

son—find out why and, if need be, find another. A truly pro-

fessional instructor has seen incompatibility before and 

won’t be insulted. What’s important to the CFI and the 

flight school, after all, is that you get what you want: a fun 

and educational training experience that leads to you fly-

ing on your own. 
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A C E  Y O U R  P R I V A T E  P I L O T  K N O W L E D G E  E X A M .

THIS IS  
ONLY 

A TEST
BY JULIE BOATMAN
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has changed; we show 

you how to study well.
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IIf you’ve talked with pilots who acquired their initial tickets 

before 2015—and especially those who learned to fly in the 

1970s, ’80s or ’90s—you may find they refer to the knowledge 

exam with a certain amount of disdain.

“Just get it over with.” “It’s a multiple-guess test.” “It 

doesn’t apply to real flying.”

They come by those attitudes honestly. The private pilot 

knowledge test has long been a collection of 60 multiple- 

choice questions testing the applicant on a range of topics 

covering aircraft systems, aerodynamics, weather, engines 

and navigation, among others. In the past, many of those 

questions were seemingly random or arcane, testing on 

abstract concepts rather than on the concrete information 

necessary to fly safely. The test involved almost solely rote 

memorization rather than applied learning.

One example: Pilots need to learn how to use 

 performance charts as presented in the aircraft manu-

facturer’s pilot’s operating handbook in order to calculate 

critical values such as takeoff distance and fuel burn. The 

former test would ask for a precise number interpolated 

from a poorly reproduced chart—when in reality, using the 

more conservative figure (rather than an interpolation) 

would lead to a greater margin of safety for the given flight.

John King, co-founder of King Schools and an  instructor 

for several decades, says: “In 1975, Martha [King] and 

I started teaching weekend ground schools. A hundred 

or so people would show up, [and we’d teach them what 

they’d need to know for the private pilot knowledge test] 

all in two days. We did that for 10 years—50 weekends a 

year.” The Kings found that when they’d return to a loca-

tion to teach after a year or two had gone by, they’d hear 

stories about pilots who’d had accidents—or even been 

killed flying. “Meanwhile, the FAA kept asking trivial 

questions, often including double interpolations and the 

like. But they were failing to teach people anything to do 

with  identifying and mitigating the risks.”

King continues on to recall exactly the  premise 

behind how the tests were constructed back then. 

“The tests were trivial and tricky because [the  division 

of the FAA] wanted a bell-shaped curve”—a certain 

number of people passing and failing—“so they were 

trying to get  people to mess up.”

In 2011, the division responsible for pilot testing—

AFS 630, the Airmen Certification Branch—had come 

under new management and sought to correct the 

 institutionalized issues within. Under the leadership of 

division manager Van Kerns, an initiative was launched the 

next year to collaborate with constituents in the aviation 
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training industry to 

 formulate a remedy—and 

to turn the knowledge test 

into a  useful exercise.

The result was the 

current set of Airman 

Certification Standards, 

which form a consoli-

dated standard for the 

knowledge, skills and risk- 

management techniques needed to be demonstrated on 

the knowledge and practical exams for a given certificate 

or rating. The first ACS, for the private pilot certificate, 

debuted in 2016.

So why does this matter to you? And how will knowing 

this story help you prepare for the written test?

While the test remains a 60-question multiple-choice 

experience, the questions themselves have changed 

radically. Jackie Spanitz, general manager at Aviation 

Supplies & Academics, was part of the committee that 

collaborated with FAA on the new standards. She 

describes how the questions relate to what you learn 

in the airplane. “The test questions are focused on the 

required knowledge—more so than the skill that will 

be demonstrated during airplane practice. The FAA 

 knowledge exam focuses on what applicants must know, 

where the practical exam (check ride) focuses on what 

applicants must consider (risk) and do (skill). 

“With the  introduction 

of the ACS, the FAA 

reviewed all the test ques-

tions to ensure they were 

meaningful and relevant to 

safe operations as a  private 

pilot. If a test  question 

couldn’t be assigned an 

ACS code, then it was 

removed from the test or 

revised. In this way, the test questions all serve a specific 

purpose relative to private pilot privileges and limitations.”

Spanitz provides a good overview for how you should go 

about preparing for the knowledge exam: “Students should 

study ‘in context’ as much as possible. Students  need 

to first learn and then study. Applicants can complete a 

ground school and/or read a comprehensive textbook—and 

then, once complete, begin the test-prep process. Often, 

applicants want to study as a way to learn, but this is more 

time-consuming and less effective. Once the learning 

 process is complete, and applicants are ready to study, they 

should take a look at the Private Pilot Airman Certification 

Standard (ACS-6) Appendix 1, where they’ll find the 

Knowledge Test blueprint. This blueprint will communi-

cate the ‘weighting’ of each subject (which is all 12 topics as 

defined within [the regulations]). 

“[Students will] find each topic will make up between 

5 to 15 percent of the test, which means they can expect to 

see between three and nine questions on a given subject. 

Knowing this, students can tackle each subject in their A multifaceted approach will ensure you're prepared.

The FAA knowledge  
exam focuses on what 
applicants must know, 

where the practical exam 
(check ride) focuses  
on what applicants  

must consider (risk)  
and do (skill).
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test-preparation materials— studying 

to 100 percent success, which will 

ensure they will pass with more than 

the required 70 percent.”

If you don’t already know your 

favorite method of studying, now is 

the time to figure out what approach 

will work best for you. Remember, 

multiple pathways to accessing 

the information can enhance your 

 ability to recall it—and increase the 

depth of your understanding of the 

 material. Spanitz offered an exam-

ple: “Applicants often use a variety 

of methods in tandem: first, books to 

highlight, dog-ear pages, write in mar-

gins; second, software to create realis-

tic practice exams, and review missed 

questions to ensure all subjects are 

mastered; and third, apps as ‘flash-

cards’ for on-the-go quick review.”

Two good resources for the exam 

include the Airman Testing page 

on faa.gov—now a single place from 

which to access information  regarding 

updates to the test—and the FAA 

Safety Briefing archives, which hold 

a repository of background data and 

techniques for studying for the exams.

So, you’re ready to take the test? 

Two days before your appointment 

at the testing center, set aside an 

evening to study once more—then 

get a good night’s sleep. You might 

be too nervous on the actual night 

before the exam to sleep well, so it 

pays to bank some good sleep ear-

lier that week. On the eve of the 

exam, relax, eat a healthy meal 

and do your best to rest. Go into 

the testing center lightly fed and 

hydrated and with the materials they 

have  indicated you can bring. 

As you move through the questions, 

answer those that come easily first. 

If you stumble on one, move on; you 

don’t want to spend the effort on it if it 

puts at risk your ability to answer the 

remainder of the questions. You can 

go back to the more challenging ones 

after you’ve made your first pass and 

then take the time to sort them out.

Once you complete the exam, you 

will get a report indicating the num-

ber of questions you’ve missed, if 

any—but it does it in code. Those 

ACS codes are pretty specific, and 

 starting in January 2020, you and 

your instructor will have access to the 

codes, so you can determine, in fairly 

fine detail, the subject of the missed 

question. You will need to show your 

test report to the examiner giving 

your check ride, so it’s certain you’ll 

be asked questions covering any areas 

you messed up on the written test.

This is not about studying a test 

bank and memorizing  irrelevant 

stuff. If you use the ACS as the 

basis for studying, you’ll ace not 

only the knowledge test but the 

real life test as well. 

Shopping around 
   to save on aircraft 
 insurance... SMART.

Us doing it for you...

   EVEN SMARTER.

Aircraft insurance 

rates are on the rise.

We can help.

Call us today at  

877.413.2922 or visit

ap-aerospace.com
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ACRONYM 
SOUP

P I L O T S  T H R O W  A R O U N D  A  L O T  O F  A C R O N Y M S . 

 H E R E ’ S  H O W  Y O U  D E C O D E  T H E M .

BY AMY LABODA
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II’ve always been partial 

to simplicity when 

attempting to solve life’s 

biggest challenges, and 

for me, learning a new 

language has been one 

of the toughest I’ve ever 

undertaken. What I 

didn’t realize when I 

learned to fly was that 

I was also taking on a 

new language, “aviation 

speak,” as well. 

I was young and up for the challenge. It probably 

didn’t hurt that I was working my way through college 

at the time, and my mind was wide-open to all the new 

 information—I envy that “me” today. It wasn’t easy, though, 

and as I  progressed through my ratings and certificates, 

working my way to my first flight-instructor job, I kept 

wondering, “Why isn’t all this stuff codified somewhere?"

In the mid-1980s, I struck pay dirt. I was a new 

flight instructor looking for ways to help my students 

 understand the baffling language of aviation. In my 

research I spent a lot of time combing the  appendices 

of the FAA-sanctioned textbooks of the time,  including 

the Pilot’s Handbook of Aeronautical Knowledge,  

Instrument Pilot Handbook and beyond. 

One day, I was speaking with a colleague from the east 

coast of Florida, Deborah Balter, who taught aspiring 

pilots for whom English was a second language. She told 

me she’d put together a loose, spiral-bound “dictionary” 

of  aeronautical terms and acronyms. It was two volumes, 

more than a thousand pages. I had to get my hands on it for 

my own students. I still have it in my library.

Years later, a venerable aviation publishing house—

Washington State-based Aviation Supplies and Academics 

(ASA)—produced its own Dictionary of Aeronautical 

Terms (compiled and edited by Dale Crane). From AAR 

(airport arrival rate) to ZFW (zero-fuel weight), this 

 dictionary can handle just about any aviation- language 

question you throw at it. And though it focuses the bulk 

of its 746  pages on whole words and phrases, it does not 

shortchange those searching for help with acronyms, 

the shorthand of aviation. Every pilot, mechanic or air 

 traffic controller (ATC—ha!) has his or her favorite acro-

nym; being a fan of language, I’m no slouch. What’s 

high on my list? Here are just a few samples:

A&P: Airframe-and-powerplant mechanic. It’s an 

18-month journey at a minimum to earn a Federal Aviation 

Administration (FAA) A&P certificate. If you’re an aspir-

ing pilot, it’s important to know the A&P who works on the 

airplanes you fly. When there’s a discrepancy—we call that 

a “squawk”—or a complete malfunction, this is the person 

who will be on the front line making the fix. If the repair 

was relatively minor, the A&P can even sign off the airplane 

as ready to fly again. Need someone to sign off that major 

repair? You’ll have to step it up in the shop to the person 

holding the Inspection Authorization (IA) rating. The IA 

verifies and signs off major repairs, modifications, and the 

annual or 100-hour aircraft inspections.



ADS-B In and Out: Automatic (happens  without 

your help) dependent (on satellite and wide-area 

 augmentation systems) surveillance (listening for  traffic 

and weather)—broadcast (always sending, no need for 

interrogation). ADS-B Out is required after December 

31, 2019, in US airspace for any aircraft that wants to 

operate in controlled airspace, with certain exceptions. 

The “in” component brings near-real-time weather and 

traffic to the cockpit of every equipped aircraft. ADS-B 

is just one part of an epic upgrade that has been going on 

inside the NAS (National Airspace System) for more than 

a decade. It's one solution to the capacity problems we 

face with the advent of UAVs (unmanned aerial vehicles).

AGL: Above ground level. Anytime you see an altitude 

with AGL following it, you know it has been measured 

from the ground, which could be at the top of a mountain 

or the bottom of Death Valley. Typically seen when trying 

to measure the gap between the ground and the first layer 

of clouds in the sky, it’s useful information when you are 

determining if conditions are flyable by reference to the 

ground (VFR, or visual flight rules).

ATIS: Automatic terminal information service. Want 

the weather at a major airport and its local notices 

to airmen (notams)? Tune in the ATIS frequency, 

and you’ll hear it all, recorded in a real voice at most 

While you’re at it, try 

using a few aviation 

mnemonics: catchy 

phrases that abbrevi-

ate the high points of 

checklists pilots use 

to get an aircraft into 

the air. Always have 

a full physical copy 

of the list in front of 

you to back up your 

memory. You really 

want to make sure 

every critical item 

is checked, every 

important switch 

flipped and every 

number acknowl-

edged. Here are a few 

classic mnemonics 

that work for me.  

Before you fly:

PAVE your way over 

the risks (thank you 

John and Martha 

King, aviation-risk- 

management 

experts) by asking 

questions about:

Pilot: IMSAFE

Aircraft: AROW, 

GOOSE A CAT 

enVironment: 

SACrED WiNd, 

RAW FAT

External pressures: 

PAWT (passengers, 

airspace, weather, 

time), CRAFTS,

then DECIDE

A pilot’s honest 

health meter: 

I’M SAFE

Illness: Is the pilot 

suffering from any 

illness or symptoms 

of an illness which 

might affect them 

in flight?

Medication: Is 

the pilot currently 

taking any drugs 

(prescription or 

over-the-counter)?

Stress: Are there 

psychological or 

emotional fac-

tors which might 

affect the pilot’s 

performance?

Alcohol: Did they 

consider their alco-

hol consumption 

within the last 8 to 

24 hours (.04 blood 

alcohol level is the 

FAA limit)?

Fatigue: Has the 

pilot had sufficient 

sleep and rest in the 

recent past?

Eating: Is the 

pilot sufficiently 

nourished?

Paperwork in the 

aircraft to fly:

AROW

Airworthiness 

certificate

Registration

Operating Handbook 

( sometimes known 

as the POH)

Weight and 

 balance for that 

specific aircraft

Operational 

VFR equipment 

needed to fly: 

GOOSE A CAT

Gas gauge

Oil temperature

Oil pressure

Seat belts 

ELT

Altimeter

Compass

Airspeed indicator

Tachometer

Weather briefing: 

SACrED WiNd

Synopsis

Adverse conditions

Current weather

En route forecast

Destination termi-

nal forecast

Winds aloft

Notams

Preflight infor-

mation required: 

RAW FAT

Runway lengths

Alternates

Weather

Fuel requirements

ATC delays

Takeoff/landing 

distance data

In the Air:

Flight Clearance: 

CRAFTS

Clearance

Routing

Altitude

Frequency

Transponder

Special

Take stock of 

 external pressures: 

PAWT

Passengers: Are 

they ready, able 

and considerate of 

the pilot’s sterile 

 cockpit needs?

Airspace: Is it open 

and navigable?

Weather: Will it 

cooperate along the 

route of flight?

Time: Is there 

enough to com-

plete the  mission 

before other 

parameters listed 

above change?

DECIDE model for 

decision-making:

Detect a change 

needing attention.

Estimate the need to 

counter or react to 

change.

Choose the most 

desirable outcome 

for the flight.

Identify actions to 

successfully control 

the change.

Do something to 

adapt to the change.

Evaluate the effect of 

the action.

MNEU WHO?

A
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O
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Y
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U
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tower-controlled airports and fully 

computerized at some  towered 

airports and many  nontowered 

 airports (though the latter is 

 technically an AWOS, or automated 

weather observing system).

BARO: Barometric, as in pneu-

matic air pressure measuring the 

absolute height of the atmosphere. 

You find BARO in weather reports 

and when you check in with ATC. 

Aircraft altimeters are  barometric- 

pressure-measuring devices, at their 

core. In the US, we correct our 

 altimeters for nonstandard baro-

metric pressure when flying below 

18,000 feet above mean sea level 

(MSL). When flying at 18,000  feet 

or above, all altimeters are set to 

29.92  inches in the US and 1013 hPa 

in the rest of the world. 

BHP: Brake horsepower. Yep, just 

like with piston-powered gasoline 

engines used in automobiles, air-

craft piston engines still express 

power in how many horses are 

“under the cowl.” Specifically, it’s 

the power delivered to the main out-

put drive or propeller shaft of an air-

craft engine. 

CAT: Clear air turbulence. This 

is the kind of turbulence that 

causes many of the serious pas-

senger and crew injuries in the 

skies. Where two air masses meet 

in a  cloudless sky, there is often 

unseen  turbulence. These can be 

vertical or horizontal flows of air. 

Mountains can also induce waves 

of high-speed air downwind, and 

sometimes  swirling rotors of air 

can develop that have the power 

to toss aircraft around. Finally, 

the unseen wake turbulence of 

heavy aircraft can catch other 

aircraft off guard and result in 

dangerously violent turbulence.

CG: Center of gravity. Everything 

that stands has a center fulcrum on 

which it balances, and aircraft are 

no exception. The CG is the point 

at which the algebraic sum of the 

moments around it equal zero, if you 

are a mathematician (or just into 

that stuff ). I find it easier to mea-

sure from the diagram and tables 

in my pilot’s operating handbook 

(POH). The CG line shifts forward 

and aft of its perfect balance point 

based on how I load my aircraft with 

people, fuel and baggage, and if I’m 

not careful, I know it can shift so far 

forward that my nosewheel won’t 

come up off the runway on takeoff—

or so far back, I risk a stall because 

the nose won’t come down.

That’s just a sample of the ABCs of 

aviation acronyms. Want a full A-to-Z 

list? Find yourself a copy of ASA’s 

Dictionary of Aeronautical Terms from 

www.asa2fly.com. 
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IS A SPORT PILOT 

CERTIFICATE
RIGHT FOR YOU?

BY DAN PIMENTEL

 We show you how to 

save money and time 

flying sport aircraft.
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FFlying may be a dream you’ve had since childhood, or maybe 

it represents a new challenge later in life waiting to be 

conquered. You know it will be exhilarating to enjoy the 

freedom general aviation will give you, but you may think the 

cost of such freedom is out of reach. 

While the privileges that come with earning a  private 

pilot certificate—commonly referred to as a pilot’s 

license—offer a level of operational capabilities that 

can maximize your flying experience, the sport pilot 

 certificate may be the perfect way to begin your  training 

now, at costs significantly less than what you believe 

it would take to learn to fly.

Yes, there will be some operational limitations with 

 flying on a sport pilot certificate. You cannot fly at night 

or in some of the busiest US airspace without additional 

training and instructor endorsements, and you can’t fly 

higher than 10,000 feet or fly in the pursuit of business. 

You can, however, fly some of the most technologically 

advanced aircraft being sold today and bring one passen-

ger along with you. The sport pilot certificate is an afford-

able first step into the sky that brings much of the joy of 

a private  certificate—with less training time and costs. 

Many people who have an interest in learning to fly have 

no idea they can start flying light-sport airplanes for 

about the same cost as a nice mountain bike or a ski week 

in Colorado.

According to Robert Bash—a flight instructor and 

board member of the National Association of Flight 

Instructors—the approximate cost for earning a private 

pilot  certificate is around $10,000, while the average for 

a sport pilot certificate can be as low as $4,400. That’s a 

significant savings if all you want to do is have some fun 

flying for purely recreational purposes. These numbers 

reflect a course of training to the minimum FAA-mandated 

flight-hour requirements, and it is not uncommon for 

students to take longer to become proficient enough 

to  qualify for their check ride.

To earn a sport pilot certificate, a minimum of 20 hours 

flight-instruction time is required, with 15 hours of 

that being with an FAA-authorized instructor, plus 

five hours of solo flight and two hours of  cross-country 

flight. To qualify to take a sport-pilot check ride with an 

 FAA-designated pilot examiner, you must log 10  takeoffs 

and landings and one solo cross-country flight of at 

least 75  nautical miles total distance, with landings at a 

 minimum of two airports. When compared to the min-

imum 40 hours of flight instruction required to earn a 

 private pilot certificate, it’s easy to see how earning a sport 

pilot  certificate can cost much less. 

There are other requirements for earning a sport pilot 

certificate, such as the FAA written knowledge test. 

Online resources such as those found on the Aircraft 

Owners and Pilots Association and Experimental Aircraft 

Association websites can be helpful. Another great 

resource to find sport-pilot flight instruction in your 

area is NAFI’s Instructair website.

Once you have completed the work, learned to fly, and 

have been issued your sport pilot certificate, it is time 

to put that ticket to use having some real fun in the sky. 

Currently, you’ll be limited to flying only light-sport 

 aircraft or kit aircraft that meet the LSA parameters. These 
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airplanes are generally 

lighter, smaller and some-

what slower than larger 

general aviation airplanes 

flown by private pilots. 

However, Dan Johnson,  president of the Light 

Sport  Manufacturers Association, will be the first to 

tell you that “LSA” does not mean low performance and 

 antiquated  technology. Johnson, a light-sport expert, 

 publishes his extensive breadth of knowledge on the  

LSA   industry  at    bydanjohnson.com. 

“If you look at modern, higher-end LSA models today, 

you probably won’t see a single round dial in the  cockpit; 

the panels are completely digital now,” Johnson says. 

“Anybody who has been raised in the age of computers, 

smartphones and tablets is used to a touchscreen. They 

want avionics to be displayed in a way that we couldn't 

have imagined 20  years ago. Another big development in 

LSAs are the Rotax engines used in 70 to 80 percent of 

the LSA models available today. Modern LSA engines use 

less displacement to produce the same amount of power as 

older legacy engines, thus burning far less fuel per hour.”

There are also new FAA regulations on the horizon to 

consider as well, though they have yet to be finalized. A 

proposed rule change would increase LSA weight lim-

its and expand the types of aircraft that can be piloted 

with a sport pilot certificate, possibly adding pop-

ular GA airplanes such as the Cessna 172 Skyhawk 

and  much  of  the  Piper 

Cherokee line. 

LSAs were initially a 

way to own a new air-

craft for far less money 

than typical GA airplanes flown by private pilots, which 

is still somewhat the case today, Johnson explains. “Back 

in 2002, before the sport-pilot and LSA rules came out, 

many  people thought the eventual price for an LSA would 

be less than $60,000. Many private pilots sold their larger 

GA airplanes to move to the more favorable medical 

requirements of sport pilot [see below], and these pilots 

demanded more equipment and features similar to what 

they were used to, driving up market prices. "I’d say the 

median price of an LSA today is $130,000, and it is very 

easy to pay well north of $200,000 for the best-equipped 

models,” Johnson says. 

By earning a sport pilot certificate, a pilot can start on a 

path to higher certificates and ratings, Bash says, because 

the training hours spent for a sport pilot count towards 

the private pilot certificate—with one exception. “If the 

dual time for the sport pilot certificate is earned with 

a sport flight instructor, the dual time does not count. 

However, if the dual time in an LSA is with a certified 

flight  instructor, that time does count,” Bash says.

One aspect of the sport pilot certificate the public does 

not know about is the elimination of the requirement to 

hold at least a third-class medical card issued by an FAA-

approved aviation medical examiner or an FAA BasicMed 

certificate as required to fly as a private pilot. “One of 

the largest selling points that 

launched the LSA industry was 

that you only needed a driver’s 

license as proof of medical fit-

ness,” Johnson says. “Now, after 

15 years of light-sport flying, the 

number of accidents actually 

caused by medical problems is 

vanishingly small. It is this track 

record that helped [the] FAA 

decide to develop the BasicMed 

 criteria for private pilots.”

Check with local flight schools 

in your area for the  availability 

of LSA training aircraft and 

instructors, and begin your 

journey skyward for less money 

than you thought you’d need to 

spend. Make that dream to fly 

come alive today—the sport pilot 

certificate may be your ticket in.

Have fun, go fly and enjoy 

the ride. 

And by earning a sport 
pilot certificate, a pilot can 

start on a path to higher 
certificates and ratings.

Flying aircraft with the latest technology is one advantage.
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I F  Y O U  D R E A M  O F  A  C A R E E R  I N  A V I A T I O N ,  T H E  T I M E  I S  N O W .

BY ROB MARK

We walk you through 

the steps in detail to 

an aviation career.

PILOT

TRAINING TO BE  

A PROFESSIONAL 
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W“When should I begin 

training to become a 

professional pilot?” 

That’s a question that 

regularly pops up 

from people new to the 

aviation industry. The 

best answer is, “Now is a 

pretty good time.”

That rather-blatant nudge to get moving is meant to 

highlight the lag time between a person’s  commitment 

to the profession and the amount of time needed to 

earn the ratings necessary to qualify for even the 

most  elementary of flying jobs. 

Training time varies considerably depending upon 

how much effort a student is willing to devote to their 

goal. If the potential pilot chooses a full-time flight 

 training effort, the necessary pilot certificates and  ratings 

could be in that person’s hands in less than a year. If the 

 applicant chooses a part-time, after-work or  on-weekends 

kind of training, however, earning those ratings could 

take years. Which ratings a pilot chooses and in which 

order are up to the aviator once they figure out their 

 professional goal, but most who already hold a private pilot 

 certificate will choose either the instrument rating or the 

 commercial pilot  certificate as the next step.

What It Means To Be a Professional Pilot

First, an important word about the industry. To many new 

aviators, a professional pilot is someone who flies for the 

airlines; to others, professional simply translates into being 

paid to fly. In reality, what makes a professional a true 

 journeyman at their trade is more than just a handful of 

certificates. Professionalism is actually a state of mind that 

reveals a person’s attitude, character and dedication. 

During flight training, students hear much about the 

standards to which they must rise in order to pass the 

ground and flight tests for any certificate or  rating. For 

example, the FAA demands a passing grade of at least 

70 percent on all knowledge tests. The FAA-designated 

pilot examiner who handles the practical flight tests 

also knows the minimum performance standards 

as they observe an applicant’s performance. What’s 

 important to understand is, the standards by which 

 everyone is judged are minimums to pass. Unfortunately, 

nature can sometimes throw situations at a pilot that 

demand they perform beyond the minimums.

The true professional is a person who desperately wants 

to exceed the regulator’s minimums. Professionals want to 

know more than simply the kind of clouds they see in the 

sky. Professional pilots want to understand how and why 

those clouds form and precisely what weather phenom-

enon might be waiting inside or nearby. The same holds 

true for a professional pilot’s understanding of air traf-

fic  control, aircraft systems or emergency procedures for 

the aircraft they’re flying. When a pilot has more than a 

 minimal understanding of the airplane, its systems and the 

 surrounding environment, there will emerge a distinct level 

of self-confidence that’s written all over the pilot’s face. 

That deep industry knowledge and self-confidence—not 
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just hours logged—are what  transform 

 someone into the kind of pilot 

 everyone wants to hire. 

The Necessary Ratings

To fly for a fixed-wing regional or 

major airline in the US—both of which 

operate under FAR Part 121—a pilot 

must hold a valid airline transport 

pilot certificate that demands at least 

1,500 hours of flight time in their log-

book. The road to any professional 

 flying job in the US begins much ear-

lier than the ATP, however, with the 

need to earn a commercial pilot certifi-

cate, an instrument rating and, in most 

cases, a multiengine rating. The mini-

mum certificates for flying in a charter 

or business-aviation flight department 

will certainly be a commercial, an 

instrument and, depending upon 

the type of operation, a multiengine 

 rating. Some Part 135 charter compa-

nies and Part 91 flight departments 

today operating single-engine  piston 

or turboprop aircraft could negate 

the need for a multiengine rating, at 

least right away, but any professional 

pilot will eventually need to hold a 

multiengine rating—so the best long-

term plan should be based on when 

to earn the rating, not if.

You’ve heard it before, but the 

shorter the amount of time spent 

 earning the needed ratings, the 

 better—but not just because of the 

cost. Compressing training time 

means the new pilot will have forgot-

ten much less and be much sharper 

for an interview than someone who 

took years to pass the exams. Imagine 

the knowledge level of someone who 

began driving lessons at age 16 but 

only climbed behind the wheel once a 

month or once every other month com-

pared to the performance of a driver 

who completed lessons and passed 

the licensing test all in the same week. 

Learning to fly and earning your 

 professional ratings is no different. 

Any budding professional pilot must 

ask themselves if they’ll train at a local 

flight school (often known as a Part 

61 institution) or if they’ll spend the 

money to attend one of the large flight 

schools full time (most likely operat-

ing under Part 141 regulations), even if 

the large school demands a significant 

financial commitment and  possibly 

even a move out of town. Earning the 

needed  ratings at a degree- granting 

 university might seem like the best 

move, especially because those 

 institutions open the door to  federal 

student loans. Certainly a four-year 

degree is  valuable, but that road 

through pilot training will take years. 

When a student graduates, they’ll 

have a handful of ratings but very lit-

tle flight time. You can find a list of 

learn-to-fly resources as well as flight 

schools on Flying’s Learn To Fly 

hub and the FAA website. 

Some of the large commercial flight 

schools, such as ATP Flight School, 

Epic Flight Academy and L3Harris 

Airline Academy, are geared to help 

full-time students earn the  necessary 

pilot certificates in the shortest 

amount of time. Most can take a per-

son from zero flight time to earning 

a flight instructor certificate in less 

than a year of full-time study. But 

don’t confuse fast with easy. These 

flight schools are anything but. 

The real payoff comes in seniority, a 

notion anyone planning on an airline 

career should understand. A pilot’s 

seniority number is everything to 

their career. It determines the aircraft 

and routes a pilot flies, where they’re 

based, their vacations, and when a 

first officer is eligible to upgrade to 

the left seat as captain and the greater 

earnings that move offers. The senior-

ity number is typically assigned on the 

first day of airline training. Within a 

class, numbers are based on age with 

the oldest pilot winning the highest 

number. This means stretching out 

your flight training for a number of 

years to save money, if your goal is to 

head for the airlines, is really going to 

cost money in the long run because a 

pilot who trains and is hired sooner 

will earn a lower seniority number. 

A glimpse into some of the 

 professional ratings presented here 

assumes a pilot already possesses 

a private pilot certificate. All rat-

ings below require the applicant 

successfully pass a knowledge test, 

except  for the multiengine.

Instrument Rating

As awe-inspiring is a first flight is, 

 second on that list is piloting an 

 airplane by reference to  instruments 

in the climb as the sky  brightens just 

before breaking out on top of the 

clouds. In addition to  learning how 

to safely fly an airplane in weather 

conditions below visual flight 

 minimums—no small  hurdle on its 

own—an instrument rating teaches 

the pilot how to handle  multiple tasks 

at a time, such as when  approaching 

the destination airport in poor 

weather. The pilot is responsible for 

not only maintaining control of the 

airplane, or keeping a close eye on the 

autopilot, but also  communicating 

with ATC, while preparing the air-

craft navigation systems to guide the 

 aircraft to the ground. 

In years gone by, that included 

 little more than ensuring the cor-

rect ILS frequency was set in the 

This means that stretching out 
your flight training for a number of 
years to save money is really going 
to cost you money in the long run.
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proper radio. Today, in  technically 

advanced  aircraft, GPS-guided 

approaches demand a more thorough 

 understanding of not only how the 

approach procedure is constructed 

but also how to ensure the correct 

procedure is accurately loaded and 

activated in the airplane’s GPS naviga-

tor. Earning an instrument rating also 

includes reading and understanding 

the IFR enroute and approach charts, 

not to mention creating a solid under-

standing and respect for the weather 

in which the aircraft will be operating. 

To be eligible for an instrument 

 rating, the applicant must have 

received at least 40 hours of training 

from an instrument instructor either 

in an airplane or a simulator that 

includes a 250-mile  cross-country 

flight and proficiency in a variety 

of instrument approaches. Some 

flight schools will combine the train-

ing for an instrument rating with 

that needed for a commercial cer-

tificate because an instrument 

rating is necessary to receive an unre-

stricted commercial pilot  certificate. 

Without an instrument rating, a 

commercial pilot certificate would 

carry the following restriction: 

“The  carriage of passengers for 

hire in airplanes on cross-country 

flights in excess of 50  nautical miles 

or at night is prohibited.”

Commercial Pilot Certificate

When a pilot earns a private certificate, most  examiners 

will realistically explain they now possess a license to 

learn. When a pilot commits to training for a commercial 

pilot certificate, they’ve admitted they’re curious to learn 

more about what makes an airplane fly, as well as what can 

get in the way. They’ve also admitted they may not know 

quite as much about flying as they once thought they did.

The topics an applicant can expect to dig into on the 

surface might appear similar to those listed in the pri-

vate pilot syllabus and include preflight preparation 

and procedures, airport and seaplane base operations, 

takeoffs, landings and go-arounds, performance and 

ground reference maneuvers, navigation, slow flight 

and stalls, emergency and high-altitude operations, 

and, of course, post-flight procedures. 

But commercial applicants are pushed to develop 

 better flying skills than what they needed to earn their 

private certificate. Accuracy landings for a commer-

cial certificate require the pilot to pick a spot on the 

runway, pull the throttle back to idle and land within 

200 feet of the point. Steep turns demand a bank angle 

not to exceed 60 degrees and the skill to maintain air-

speed with plus or minus 10 knots at all times, not 

to mention the need to roll out within plus or minus 

10 degrees of the required heading. 

There are flight-time limits to be eligible for a 

 commercial certificate. As the FAA spells it out in FAR Part 

61.129, an applicant for an airplane category and single- 

engine class rating must log at least 250 hours of flight time 

as a pilot. That flight time breaks down to 100 hours in 

powered aircraft, of which 50 hours must be in airplanes. 

Next, there’s a minimum of 100 hours of pilot-in-command 

flight time, including at least 50 hours in airplanes, and 

50 hours in cross-country flight, of which at least 10 hours 

The more 

closely your 

training pro-

gram mimics 

those found 

at the air-

lines, the eas-

ier the transi-

tion will be.
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must be in airplanes. As for instrument time, 20  hours 

of  training must include at least 10 hours of instrument 

 training using a view-limiting device, including attitude 

instrument  flying, partial-panel skills, recovery from 

unusual flight attitudes, and intercepting and  tracking 

navigational  systems. Five of the 10 hours required on 

instrument training must be in a single-engine airplane—

as opposed to another aircraft category, such as rotorcraft.

The applicant must have logged at least 10 hours of 

 training in a complex or turbine-powered airplane, or a 

technically advanced airplane that is  appropriate to the 

land or sea rating sought. That includes one  two-hour 

cross-country flight in a single-engine airplane in  daytime 

conditions consisting of a total straight-line  distance 

of more than 100 nautical miles from the  original point 

of  departure, as well as one two-hour  cross-country 

flight in a single-engine airplane in nighttime  conditions 

that  consists of a total straight-line distance of more 

than 100  nautical miles from the original point of 

 departure. Also required is three hours in a single- engine 

 airplane with an authorized instructor in preparation 

for the practical test within the preceding two calendar 

months from the month of the test.

We’re not through yet. Requirements also include 

10  hours of solo-flight time in a single-engine airplane 

or 10 hours of flight time performing the duties of pilot in 

command in a single-engine airplane with an  authorized 

instructor on board, as well as one cross-country flight 

of no less than 300 nautical miles total distance, with 

landings at a minimum of three points, one of which is a 

straight-line distance of at least 250 nautical miles from 

the original departure point, and five hours in night VFR 

conditions with 10 takeoffs and 10 landings (with each 

landing involving a flight in the traffic pattern) at an 

 airport with an operating control tower.

There’s much more about the rating to be found in the 

FAA’s Commercial Pilot Airmen Certification Standards. 

Spend some time with the ACS, and you will quickly under-

stand why gaining the aeronautical experience required for 

the commercial certificate is  usually 

the most time-consuming part of all 

the ratings. And you’ll want to refer-

ence the actual regulatory require-

ments because they can change.

Multiengine Rating

There is no specified time  necessary 

for a multiengine rating. The appli-

cant need only meet the proficiency 

level required to earn an endorse-

ment from their instructor and be 

well-versed in the  idiosyncrasies of 

operating a multiengine  aircraft, par-

ticularly maneuvers that demonstrate 

an understanding of single-engine 

operations in the twin-engine airplane. 

The applicant will need to understand 

the same topics as those required for a 

commercial certificate except the sys-

tems and performance will be focused 

on the multiengine aircraft they 

 present for the flight test.

Certified Flight Instructor – Airplane

While the initial CFI rating is 

designed primarily for pilots inter-

ested in teaching others the skills and 

knowledge needed to move from zero 

flight time right through to a check 

ride, this rating also offers aspiring 

professional pilots an opportunity to 

log flight time they can credit toward 

the airline transport pilot certifi-

cate they’ll need to be hired at a Part 

121 air carrier. Training for a CFI cer-

tificate is well-known for teaching 

pilot applicants how little they actu-

ally know or understand about flying, 

beginning with flying from the right 

seat of the training aircraft. These 

insights evolve as the CFI applicant 

fields questions from their instructor 

acting as a student about not just how 

to perform a maneuver but also why 

the airplane operates the way it does. 

The instructor rating also demands 

the applicant new to the right seat 

prove they are competent and pos-

sess the instructional proficiency to 

demonstrate and explain stall aware-

ness, spin entry, spins and spin-recov-

ery procedures. An  applicant learns 

early in training whether they really 

understand a subject or  possess only 

rote  memory  knowledge. 

Becoming a 

professional 

pilot doesn't 

always mean 

a trip to the 

airlines; you 

can pursue 

a corporate 

 flying career.
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GO FLYING
GETTING PAID TO

C H O O S E  T H E  B E S T  A V I A T I O N  C A R E E R  F O R  Y O U .

With so many poten-

tial aviation careers, 

we help you choose.

BY ROB MARK
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BBy now, you have 

probably heard the 

aviation industry 

is experiencing 

a pilot shortage. 

That translates into 

companies everywhere 

not being able to find 

enough qualified cockpit 

crewmembers to fly 

their aircraft. 

The shortage hasn’t hit the major airlines, at least not 

yet, but just about every other portion of the industry 

that needs pilots is having trouble finding them. So des-

perate are some companies, they’re actually poaching 

 personnel from one another. 

Because employment with the aviation industry always 

has been cyclical, it’s next to impossible to know how long 

the current shortage will last. But even if the shortage 

hole is patched, the industry will always be recruiting new 

pilots to cover the attrition of more-experienced  aviators. 

There are never guarantees of employment in  aviation, 

though—or any other industry come to think of it—but 

flying jobs won’t wait for the pilot who postpones flight 

 training until the economy looks perfect.

Most people view a job that pays them to fly as the 

 epitome of why they learned to fly in the first place. There 

are just a few idiosyncrasies of the flying life, however, that 

some new pilots may not have considered that are worth 

mentioning. There are no cubicle dividers in the  cockpit 

of an airplane, so privacy while flying doesn’t really exist, 

which makes this environment different from many other 

workplaces. A cockpit’s atmosphere when both pilots 

enjoy each other’s company can be a blissful adventure, 

despite the fact that their elbows are a mere 12 inches away. 

However, if the pilot you’re flying with for six to eight hours 

each day becomes annoying, it’s impossible to move your 

workstation elsewhere. You have to live with them and 

them with you—or find a job that lets you fly single-pilot.

The Airlines

Ask almost any promising aviator their long-term goal, 

and the most common response is airline pilot—often, 

as it turns out, because that’s the flying job most familiar 

to them. And what’s not to love? Airline pilots operating 

under FAR Part 121 (or similar international operations) 

usually fly the latest and largest airplanes from Boeing, 

Airbus, Embraer and Bombardier. These are usually new 

aircraft equipped with the latest in cockpit electronics. 

Airline-training and major-airline pay scales are some 

of the best worldwide. Any discussion of Part 121 car-

riers must include the large cargo companies such as 

FedEx, UPS, and others with names that might not be 

quite as familiar including Atlas Air and DHL. These 

airlines also operate under Part 121. 

Currently, pilots for regional airlines, such as Envoy, 

SkyWest or Republic, are being recruited from major flight 

schools in the US, where CFIs are often logging 100 hours 

per month teaching new pilots who want to follow in the 

L
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Corporate fly-

ing requires 

the pilot to 

maintain good 

relationships 

with company 

principals.

tracks of their instructors. Often by 

the time a full-time CFI is within 

sight of the 1,500 hours needed to 

earn an airline transport pilot certif-

icate, a regional airline has already 

offered them a new-hire  training 

slot. Among the big  advantages to 

training with a major flight school 

such as FlightSafety International, 

ATP or a major aviation college are 

their alliances with the regional air-

lines that offer CFIs a chance to 

interview early in the process. Those 

early interviews often open the door 

for a regional pilot to eventually flow 

through to a major such as United, 

Delta or American without another 

interview. Of course, the big flight 

schools come with a big price tag, but 

the advantage is a solid  opportunity 

for a job. While regional-airline 

pilots will likely never be paid as 

much as pilots at the majors, the pay 

rates for regional pilots are much 

better today than they were just five 

years ago. A valuable  information 

resource on both major- and 

regional-airline- pilot employment 

is Future and Active Pilot Advisors  

(www.FAPA.aero).

Airline schedules normally pair cockpit crews together 

for a month at a time with only the occasional change for 

a mechanical or weather problem. Carriers build sched-

ules in blocks of trips, so crews are seldom away from 

their base more than three or four days, although some 

international flying can demand more days away. Some 

pilots think knowing their flying schedules a month 

in advance, allowing them to plan family events, is the 

 biggest  benefit of  flying for the airlines. 

Corporate Flying

There are pilots for whom the prearranged life of 

an airline pilot spells the end of the adventure and 

spirit of opportunity that drove them to learn to fly. 

Thankfully, there is an important outlet for those 

so driven called business aviation. 

To set the stage, an often-overlooked fact is that the US 

airlines regularly operate from about 500 of the busiest 

airports in the nation. There are more than 5,000  other 

airports that don’t often see airline  traffic. Business 

 aviation—companies that operate their own  general 

aviation turboprops and jets carrying  employees and 

 customers—often make up a significant  percentage of 

the air traffic at these other airports. If a search for  flying 

jobs has never brought a new pilot face-to-face with 

 aircraft built by Gulfstream, Textron, Pilatus or Dassault 

(to name just a few), it is well worth the time to begin 

 researching what business aviation has to offer. 

The National Business Aviation Association 

says, “The vast majority of businesses in this 
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Here’s a brief look 

at fellow pilot Holt 

Lindenberger and how, 

after earning all his rat-

ings a few years ago, he 

decided the traditional 

route to the airlines 

just wasn’t for him.

Holt Lindenberger 

completed his 

 professional flight 

training in November 2013 and wanted 

to reward himself for all the hard 

work it took to earn his commercial, 

 instrument and CFI ratings.

So, in October 2014, he headed to 

Florida and added a single- engine-

seaplane rating following a weekend 

of fun splashing around in a Piper Cub 

on floats. Lindenberger admits that, 

at first, he never saw his seaplane rat-

ing as anything more than a fun way to 

blow off some steam.

But he recalled reading a surfer 

magazine once that “talked about 

the barefoot pilots of the Maldives. 

I thought that was the coolest thing 

I’ve ever heard of. These pilots would 

surf with some professionals and 

anchor off one of those reef breaks. 

I wondered if there was a way to 

get a job like that. That’s the kind 

of thing I’ve got to do.”

Lindenberger spent quite a bit of 

time as a CFI and did head out to a 

few regional-airline interviews, but 

he realized something just didn’t 

seem right. “I really enjoy flying lit-

tle airplanes.” So out of the blue, 

Lindenberger, an adventurer at heart, 

realized his calling: “I was hooked 

on seaplanes.” He searched Google, 

thinking maybe he could “earn a 

 multiengine-seaplane rating  somehow 

or go fly in the Maldives.” He was 

eventually hired by Tropic Ocean 

Airways in Fort Lauderdale, Florida, 

to help crew their fleet of Cessna 

Caravans on floats. “I actually flew 

right seat on the Caravan at first, 

which was also my first introduction 

to turbine engines.” In June 2016, he 

rose to captain of a Caravan on floats. 

“I have nothing but good things to 

say about my time at Tropic Ocean,” 

Lindenberger says, but after 2 years, 

he was ready for the next adventure. 

“There are just so many opportuni-

ties for seaplane pilots these days,” 

he says. It’s a small 

community of  seaplane 

pilots who possess 

any significant tur-

bine experience, and 

Lindenberger quickly 

realized, “Seaplane 

jobs are paying pretty 

well.” In May 2018, 

Lindenberger went to 

work for Tailwind Air 

LLC in New York as their main on-de-

mand Caravan floatplane pilot based 

at Long Island’s MacArthur Airport.

“Primarily, I fly people to the 

Hamptons from the 23rd Street sea-

port in Manhattan, where there’s only 

room for one airplane on the dock at 

a time. Some days, I’ve had as many 

as 10 airplanes waiting ahead of me to 

dock, when there also might be heli-

copters circling above.” In New York, 

the Caravan is the perfect airplane, 

he says, because a trip from 23rd 

Street to the Hamptons only takes 

35  minutes. “On a bad-traffic day, 

it could take five hours to make the 

drive,” Lindenberger says. “I get to see 

all those cars backed up on the roads 

going out to the Hamptons. I hate 

traffic myself, but you gotta credit 

the traffic for keeping me employed. 

I really do like my quality of life and 

my experiences. So right now, I’m 

 enjoying being the seaplane guy.”

WHO NEEDS WHEELS?

community—97  percent—are small to midsize 

 businesses and other entities including nonprofit 

 organizations.” Business-aviation aircraft typically 

carry between two and 15 passengers. Much like their 

airline counterparts, these aircraft can be the most 

modern with sophisticated cockpit avionics that equip 

them for long-range navigation and flight anywhere in 

the world in almost any weather conditions. 

What makes business-aviation flying different from 

the airlines is that the flight departments responsi-

ble for a company fleet are usually much smaller than 

those of the airlines, sometimes even just one air-

plane with two or three available pilots, although some 

are much larger. Business aviation is known to pay 

top-notch salaries and benefits to its flight crews, often 

because of that same pilot shortage. 

Business-aviation trips often occur with much 

less formal planning, the same way they might if you 

worked in a corporate office. The flying follows the 

needs of the employees who ride on a business air-

plane, people who might range from the CEO of a 

Fortune 100 company to  middle-management staff, and 

often that company’s customers. 

If the boss needs to be in New York on Monday morning, 

a business airplane based in Dallas might depart the night 

before or very early in the morning on Monday and remain 

in place as long as it’s needed. After a quick meeting, that 

airplane might return to Dallas later that afternoon, 
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Professional 

flying covers 

a wide range 

of aircraft 

sizes, in-

cluding light 

twins.

or it could head to Chicago for a midafternoon  meeting 

before returning to Dallas. Very few of the  scheduled 

 destinations are ever set in stone.

Important too, business-aviation airplanes normally 

don’t use hub airports such as DFW, JFK or ORD and are 

much more likely to be based at a general aviation airport 

like Dallas Addison and operate to airports like Teterboro 

or Chicago Executive. It’s the “often not knowing for sure 

where they’ll be headed next” that many pilots love in stark 

contrast to their airline counterparts. 

Corporate flight departments are just as tuned in to 

the need for a decent work-life balance, as are the airlines 

in order to successfully retain flight crews. A “BizAv” 

 schedule might make a pilot available during an entire 

week on call and then have the following week, or a  portion 

of it, as days off. During their normal workweek, how-

ever, pilots could well get a call from dispatch for a trip 

early the next morning, or possibly even the same day to a 

 destination one hour—or five hours—away.

Aircraft Charter

Not every company that uses business jets and  turboprops 

has the capabilities to launch and maintain a complete 

flight department. Then too there are companies that 

 simply don’t need an aircraft and crew often enough to jus-

tify the cost of owning an aircraft. For these  companies, 

on-demand chartering is a much more cost-effective 

 solution. Charter-flight crews might be on call for a 

 portion of the day or night and have little to no notice of 

the next flight until their cellphone rings. The trip might 

be a quick out and back to drop the customer in another 

city, or it might turn into a three-day event, which means 

charter pilots usually keep an overnight bag near the 

back door or in the trunk of their car.

Charter companies normally operate under FAR Part 

135 with much the same mix of business airplanes as 

traditional corporate aviation. They 

also tend to be based at a GA air-

port that gives them the  flexibility 

to come and go with the short-

est delays. Just like other  sectors 

of the aviation industry, charter 

departments are struggling to find 

enough pilots to staff their air-

craft. Salaries and benefits are good, 

but not normally on par with the 

 airlines or business aviation.

Flying for the Fractionals

Fractional-ownership groups such 

as NetJets or Flexjets continue to 

grow on the flying front and fall 

somewhere in between traditional 

business- aviation and charter flying. 

Customers who fly aboard fractional 

aircraft actually own a piece of the 

aircraft but not the entire machine—a 

bit like having a partner in a GA air-

plane. How much aircraft availability 

the fractional customer sees is depen-

dent upon how large a share they own. 

Fractional companies are large 

users of business-aviation aircraft 

as well as the pilots needed to crew 

them. NetJets, for example, cur-

rently employs about 2,500 pilots to 

crew its 700 aircraft, nearly the size 

of Southwest Airlines’ fleet. FlexJet 

employs about 600 pilots for its 

fleet, which runs the gamut from the 

Embraer Phenom 300 light jet to the 

ultralong-range Bombardier Global 

Express and the Gulfstream G650. 

Not all fractional operators use jet 

aircraft either. Portsmouth, New 

Hampshire-based PlaneSense was 

created around a fleet of 40 Pilatus 

PC-12 single-engine turboprops. 

WheelsUp, a membership-model 

company, operates a fleet of King 

Air 350is and Citation Excels. 

The fractional operators are also 

searching for cockpit crewmembers 

and pay well.

Flying jobs in the US are not 

 limited to only the companies 

mentioned here. There are other 

 segments, such as flying for the FAA 

or state governments or the more 

unusual jobs some pilots might not 

at first consider—for example, crop 

dusting or banner towing, but find-

ing those requires a bit of research. 
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BBoth new and experienced pilots wonder how they’ll know 

for sure when they’ve identified the best headset. Matt 

Ruwe, a senior product manager at Bose, has a rather simple 

answer. “A great headset is the one you don’t even notice 

you’re wearing,” he says. “There are a few things in aviation 

that can really influence how much you enjoy what you're 

doing, and a headset is one of them.”

Some of the defining elements of a headset include its 

weight, comfort, ease of use, clamping strength, noise 

reduction and price. Often shoppers focus first on price, 

which can be a mistake in the long run; The  least-expensive 

headset often has earned a reputation as “the cheapest” 

because the manufacturer left something out, such as 

good noise reduction. Headsets can always be replaced, 

but repairing your hearing later in life because you chose a 

cheap headset early on, well, that’s not so easy. 

Thirty years ago, when I began flying turboprops for a 

living, I bought a slightly worn David Clark H10 for a hun-

dred dollars and used it for years. In fact, that  headset’s 

still sitting in my flight bag as a backup. Its passive noise 

reduction works great, but, of course, this was before 

active-noise-reduction technology existed, so the best 

the DC could offer was soft, liquid-filled ear cushions 

clamped close to my head to block the noise. A version 

of that  headset is still made today. 

That vintage headset weighed in at about a pound, 

 perhaps a bit more if you included the heavy-duty cables 

that came with. Today, the lightest headsets, such as the 

Bose ProFlight Series 2, weigh just a shade over 4 ounces. 

The lightest Bose product comes with earpieces that pilots 

must push slightly into their ears, which some pilots might 

not prefer. There are plenty of around-the-ear cushions on 

other headsets to choose from, however.

With the introduction of active noise reduction (see 

 sidebar), headset technology has moved light-years ahead 

of my first David Clarks thanks to years of research on 

the part of headset manufacturers. That often translates 

into a loftier price. I once tried to replace the David Clarks 

with a $450 headset built by an unknown company, some-

thing that looked good and would record ATC audio, but it 

turned out to be a real pain. A year later, the headset was 

a piece of junk that began squealing when I tried to record 

with it. By then, the manufacturer was out of business, and 

I was out about $500 when you include the tax. I began the 

search all over again. So what did I save?

Try asking other pilots, such as your flight  instructor, 

which headset they chose and why, as well as which ones 

they’d prefer not to own. Some of the top manufacturers 

building headsets today include David Clark, Faro, Bose, 

Aloft Technologies, Telex, Sigtronics and Lightspeed, so 

there are quite a few to choose from. 

Every pilot can offer an opinion about some of these 

important issues—clamping force, for instance. The 

tighter the headband squeezes the earcups to your ear, 

the better the passive noise reduction, but too much 
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H O W  I T  W O R K S :  

ACTIVE NOISE REDUCTION

Ambient Noise

Ambient Noise 
Signal Flopped 
To Cancel 
Ambient Noise

Signal 
Processor 
and Output 
Speaker

Clean Music 
or Conversation 
to Listener

Microphone
Captures 
Ambient Noise

In the early days of airborne 

 communications, earphones were 

created to make deciphering ra-

dio conversations for pilots easier 

above the roar of the engines and 

wind. Some of the first earphones 

crafted from hard Bakelite used no 

padding and were extremely uncom-

fortable to wear for long  periods 

of time.  Advances in acoustical 

 research improved the wearing com-

fort of  headsets by adding flexible 

cups that totally covered the ears— 

although they only muted some of 

flying’s more-annoying noises.

While experts claimed our sense 

of hearing was nearly as critical to 

flying as a keen sense of sight, it 

wasn’t until about 30 years ago that 

engineers realized the importance 

of blending comfort with advances 

in hearing protection. Research, in 

fact, shows unprotected exposure 

to noise levels greater than 90 dB—

equivalent to what a human would 

encounter standing near a running 

lawn mower for long periods of 

time—can cause permanent hear-

ing loss, initially in the lower fre-

quencies outside the conversation-

al range. Early earcup headphones 

blocked high-frequency noise rath-

er effectively but did a poor job 

on low-frequency sounds, such 

as droning propellers. Engineers 

learned that simply pressing the 

earcups more tightly to the person’s 

head did little to solve the problem.

Enter  active-noise-reduction 

 technology in the mid-1980s, 

which is available today in  several 

 high-end aviation headsets from 

companies such as Bose, Light-

speed, David Clark and others. Bose 

created the first successful ANR avi-

ation headset in 1989 and debuted 

its popular A20 model in 2010.

Rather than simply attempting to 

block annoying cockpit noise, the 

heart of the ANR system creates 

an alternate electronic signal that’s 

fed back into the headset’s elec-

tronics to actually cancel out the 

 unwanted sounds. ANR headphones 

accomplish this using acoustical 

building blocks such as feedback 

and the feed-forward loop system, 

digital or analog processing, and a 

 full-feature driver/speaker.

ANR systems operate by using 

one or more microphones placed 

near the pilot’s ears either inside 

or outside the headphones to accu-

rately hear what the pilot does. In a 

sound-feedback system, for exam-

ple, that output is compared to the 

sound the pilot wants to hear, usual-

ly radio communications or possibly 

music. The cancellation signal cre-

ated though amplification and filter-

ing then builds the signal fed to the 

driver. With just the right amount of 

filtering, the result is noise cancel-

lation that effectively reduces sound 

pressure on the ear. Audio engineers 

say noise canceling “destructively 

interferes” with unwanted noise.

Pilots simply call it near- 

perfect quiet, until an   important 

sound is detected and crisply 

 delivered to the ears.

The best ANR units focus on 

more than just the electronics 

of quietness, and they employ 

headbands designed with soft 

 contoured foam pads to minimize 

pressures on the head—because 

ANR headsets are a one-size-fits-

all creation. The best ANR head-

sets also offer adjustment of the 

feedback level to customize the 

near-perfect blend of control over 

what the pilot eventually hears.
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force can create a headache after a 

long day in the cockpit. Cheap head-

sets also contribute to pilot fatigue. 

Today, Bluetooth is available on 

most midrange and higher  headsets 

because customers want to  listen 

to music on long cross-country 

flights. The best ones prioritize radio 

 communications and cut off the 

music when the frequency becomes 

active. Another checklist item is 

the headset frame. The lightest, 

 strongest headset frames use magne-

sium, so check before you buy. Most 

ANR headsets also demand a power 

source that can be tapped a couple 

of different ways. Many of the newer 

ANRs will operate with a couple of 

small batteries placed somewhere 

along the cord between the headset 

and where the cables plug in. 

Many headsets come  standard 

with twin plugs called PJs, the 

most common plug for aircraft 

today. There are also Lemo plugs 

that allow the headset to draw the 

power it needs from the aircraft 

itself, so the headset won’t die at an 

important moment. Choose wisely 

when ordering, because the plug 

can limit your flexibility to bring 

it into another aircraft.

In the end though, the only person 

who can choose the best headset for you 

is you. No matter where you buy your 

headset, I’d suggest purchasing it with a 

credit card so you can return it if you’re 

buying online with no opportunity 

to try it first. Always choose a retailer 

that offers a money-back guarantee if 

you’re not happy. Sporty’s Pilot Shop, for 

instance, offers a 30-day guarantee. 

Don’t forget used headsets are also 

a possibility. Check out eBay, or try 

posting a note at your flight school 

telling people you’re interested in a 

headset in case someone’s planning on 

selling what they currently use. 

BOSE A20 LIGHTSPEED TANGO DAVID CLARK PRO 

LIGHTSPEED ZULU 3

FARO G3 

BOSE PROFLIGHT SERIES 2

TELEX PRO 3

CLARITY ALOFT

SIGTRONICS S-68
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FIND THE RIGHT 
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BY JULIE BOATMAN

Your screen’s full, but 

you have room for a 

training app or two. 
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AA wide world of apps compete for space on your 

smartphone or tablet—and now that you’re thinking about 

learning to fly, you have a few more to consider. 

Primary among these are apps that 

host training programs, and these 

should be the first you look at because 

having a tool accessible on your phone 

whenever you have a few minutes to 

study can help ensure you do spend 

time learning to fly every day.

Learning styles determine what 

programs work best for you in train-

ing, and your instructor can help 

guide you to the training aids that 

will correspond to your syllabus and 

course outline. We’ve found that, 

over the years, the following compa-

nies have provided quality aviation 

training and now deliver that quality 

in mobile formats, so you can study 

wherever and whenever you have 

a few minutes to spare.

It’s not an exhaustive list, to be 

sure, but the apps in this roundup 

should get you started navigating the 

aviation training landscape.

King Schools offers access to 

its online courseware through its 

Companion app for iOS- compatible 

platforms. The app works for 

 customers using the Cessna Sport/

Private and Instrument courses 

as well, and you can download vid-

eos and answer those questions for 

the commercial, multiengine and 

flight-instructor courses. Those 

who use Android devices can view 

the courseware through a browser 

on the device.

Sporty’s Pilot Shop offers several 

apps for both iOS and Android devices 

that will keep you focused on train-

ing. Of particular use for students 

are the Learn To Fly and Instrument 

courses, accessible through the 

Sporty’s Pilot Training Online portal. 

Avionics courses might help you dive 

into the details on your training air-

plane’s equipment as well and get you 

back on track if you’ve had to lay off 

from  flying for a while.

Aviation Supplies & Academics 

hosts a wide range of pilot training 

apps covering the gamut from test 

prep to the latest FAR/AIM. Geared 

toward those who want a comprehen-

sive system, with digital and print 

versions of most titles, ASA is a great 

starting point to orient a budding 

pilot. With multiple ways to study 

the information, ASA products allow 

you to change your study method 

depending on where you are in your 

training—and where you need to 

 physically access the material.

CloudAhoy’s newest version of 

its flight-tracking software offers 

the CFI Assistant feature that will 

score your maneuvers based on 

Airman Certification Standards. 

A free trial helps you determine if 

the system will be useful for you. 

You don’t need to use the app with 

your instructor to gain the  benefit 

of scoring—make it a game, and 

you can use it to  foster friendly 

 competition between yourself and 

your friends in  training with you.

Boldmethod specializes in shareable 

digital aviation content, with a sharp 

focus on flight training. The power 

behind its programs lies in their daily 

engagement, with quizzes, video sto-

ries and instructor tools to  supplement 

your study plans. A series of apps 

features content from their online 

courses, covering VFR Publications, 

SPORTY’S 

TEST PREP
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Aviation Weather and Airspace. Course 

progress uploads to the Boldmethod 

cloud for users of the program. 

Gold Seal Online offers a 

 comprehensive way to focus your 

studies on passing the private pilot 

tests, and it gives free access to 

instructors, so yours can track your 

progress. After you receive your 

 certificate, the company provides a 

flight-review course—for when you 

need to renew your credentials every 

two years—and a means for you to 

get current again if you get “rusty.”

Once you have your  certificate and 

you’re ready to use it, you can look 

into a broad selection of  aviation 

apps to help keep you flying, such as 

flight-planning tools like ForeFlight 

and FlyQ and pilot-logbook apps 

including Smart Logbook. The 

Smart Logbook app automatically 

syncs your entries, preserving 

your flight time; the first 50 hours 

you log constitute a free trial, 

with in-app purchases to give you 

the  features you need.

Pilot Workshops is one source to 

check out once you’ve earned your 

certificate—and even as you work 

through the final stages of your first 

ticket. Of particular interest are the 

company’s courses and tips on flying 

KING SCHOOLS 

COMPANION

CLOUDAHOY  

CFI ASSISTANT

X-PLANE  

FLIGHT SIMULATOR

SPORTY’S PILOT 

TRAINING ONLINE
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on instruments and using flight 

 simulation at home to supplement 

your training and flight currency.

And who among us doesn’t like to 

pretend they’re flying when they’re 

stuck on the ground because of 

bad weather? While desktop flight 

 simulators can be helpful—and 

fun—what if you’re not near your 

computer? In late 2019, Laminar 

Research, parent to the well-known 

X-Plane flight-simulator software, 

released a mobile version the com-

pany says can mimic nearly 80  per-

cent of their desktop version. 

The new X-Plane software is available 

for free from the Android and Apple app 

stores. The full-featured system comes 

with a Cessna 172 and Cirrus VisionJet 

installed as well as options to alter the 

local weather, time of day, and even the 

opportunity to fail a system or two.

The app gives you the flexibility 

to choose from any of 30,000 dif-

ferent airports around the world, 

11,000 of which Laminar says come 

with rich, locally realistic scenery. 

For a $5.99 monthly fee, the app 

also offers pilots the chance to fly a 

variety of other airplanes, such as a 

Beech Baron or King Air, a Boeing 

737, 747 or 777, and even a number 

of  military fighters. 

FOREFLIGHT

FLIGHT PLANNING

GOLD SEAL  

ONLINE

BOLDMETHOD

QUIZZES

AVIATION SUPPLIES 

& ACADEMICS
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H O W  T O  K E E P  F L Y I N G  W I T H  Y O U R  N E W  W I N G S

CHECK 
RIDE

AFTER THE

BY JULIE BOATMAN

Want to keep going? 

Here are a few of our 

favorite reasons to fly.
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OOn the day you 

earn your private 

pilot certificate, a 

transformation takes 

place. You became a 

pilot when you soloed 

the airplane for the first 

time, but now you are a 

pilot recognized by the 

greater world. You’re 

able to do a lot with your 

new privileges.

Maybe you have a few in mind, such as taking the  special 

people who supported you through your  training up 

for a flight or heading to your favorite vacation spot 

on wings instead of wheels.

But like many of us, once you tick through these  initial, 

delightful firsts, you might find yourself searching for 

new ideas. If you’re not immediately jumping into the next 

 rating, here are a handful of suggestions.

Spread Your Wings

It’s probably been recommended to you that, in order to 

take full advantage of your new certificate, you may need 

to check out in a slightly larger airplane than the one in 

which you took your training. Once you have a few hours of 

solo, post-check-ride time, step up into a Cessna 182, Piper 

Cherokee 235 or Six, or Diamond DA40. A few of those 

choices could involve a high-performance endorsement, 

but that’s pretty straightforward to achieve—and it unlocks 

the ability to fly something capable of carrying more than a 

friend or two at a time. You could go for a complex signoff 

as well and add a Piper Arrow or Cessna 210 to your rep-

ertoire, but insurance minimums might be a bit higher for 

these aircraft for a newly minted pilot.

If you’re looking to add to your stick-and-rudder skills—

and you didn’t do your training in a conventional-gear 

 airplane—it might be a good time to try a tailwheel mount. 

Lots of relatively low-cost options include the Piper Cub, 

the American Champion Citabria, a Glastar Sportsman 

or a Kitfox. You’ll take a little more time in the logbook to 

achieve the tailwheel endorsement, but the tradeoff will be 

an ease with flying and understanding of flight dynamics 

you never quite get flying nosewheel-equipped airplanes.

New ideas don’t always involve new airplanes, though. 

Often, it just takes a challenge to set you on course to 

cool flying. One you might try: flying to all of the air-

ports in your state. In fact, some states offer a “ passport” 

to pilots to collect stamps at each airport—such as 

Virginia’s Aviation Ambassadors Program—and learn more 

about  aviation in their given locale.

Give Back

One of the best ways to make your time in the air 

 purposeful is to volunteer for a worthy cause. The key lies 

in finding one close to your core values—and given the 

breadth of general aviation’s reach, that’s not hard. 

Perhaps you’re an animal lover, and scenes of abandoned 

pups at the pound pull at your heartstrings. In certain 

regions of the country, there are typically more rescue- 

category pets than people to take them in. Light aircraft 

create a remarkable way to move these animals to areas 

where foster and forever homes are easier to find. There are 
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FIND FLIGHT FORUMS

Want to stick with 

 flying? One key way to 

ensure you keep after it 

is to get together with 

other pilots, either face 

to face or virtually. 

For real-world 

 meetups, check out 

 organizations such as 

the EAA, state aviation 

clubs, the Ninety-Nines 

and Women in Aviation, 

which all have local 

chapters depending on 

where you live.

To meet up in the 

virtual space, you can 

join online forums. Avi-

ation forums cover 

a wide range of spe-

cial topics and exist 

on a variety of chan-

nels. Knowing which 

deliver the best advice 

and community will 

help you steer clear of 

those who might de-

rail your training with 

bad information.

Greg Brown’s  Student 

Pilot Pep Talk Group 

on Facebook stands 

out above many, and 

it can be taken as an 

example of the right 

kind of forum in which 

to  participate. With 

roughly 2,400 mem-

bers, the group sticks 

closely to the goal of 

 mentoring and provid-

ing  mutual support for 

students, both from fel-

low students and flight 

 instructors. Modera-

tor (and founder) Greg 

Brown, a longtime CFI, 

keeps close tabs on 

the group to  maintain 

an air of camaraderie 

and weeds out those 

who don’t contribute 

positivity, in the spir-

it of the group. Because 

it’s a private group, 

you’ll need to answer 

questions to join—but 

that helps to keep the 

conversations on track.

Other associa-

tions that specifical-

ly offer instructional 

tips and expert advice 

 include SAFE (Society 

of  Aviation and Flight 

Educators) and NAFI 

(National Association 

of Flight Instructors), 

which has just launched 

a mentorship program 

on its Facebook page. 

Both deliver informa-

tion and contacts that 

may be useful to you as 

you seek an instructor 

or communicate with 

the one you’ve got. The 

Aircraft Owners and Pi-

lots Association, the 

EAA, Women in Aviation 

and the Ninety-Nines 

also offer support and 

 mentorship through 

their various channels.

If you’re training 

in a particular state, 

search in that state to 

find groups focused on 

 aviation at the regional 

level. Students learning 

to fly outside the US can 

often locate a national 

group via Facebook that 

offers a country- specific 

aviation community 

and contacts that are 

 useful for flight training 

in that country. 

Airport-user groups 

form a category to 

check out on social me-

dia, and get even more 

specific to where you 

are flying and the chal-

lenges you might face 

at that airport or in that 

region. Various compa-

nies in the business of 

flight training can have 

groups as well, such 

as alumni or current- 

student groups  within 

an aviation training 

 organization—or groups 

like Russell Still’s Gold 

Seal Ground School 

group, which stays very 

active on training top-

ics. It’s definitely worth 

looking up the flight 

school or company from 

which you’ve purchased 

training materials to see 

if they have a worth-

while forum to join. You 

may get marketed to, 

but you can also get 

some sound advice from 

people who really care 

about your success.

Flying also hosts its 

own Facebook page, 

and on it, you’ll find the 

latest news and avia-

tion developments that 

might affect your train-

ing. Through Flying’s 

social media channels, 

you can contact the edi-

torial staff to ask ques-

tions—and we’ll work to 

steer you in the right di-

rection. Many of us are 

instructors as well as 

journalists, and we love 

to find answers for you.

Broader general 

 aviation groups on so-

cial media tend to be 

more of a free-for-all, 

and unless you have 

a thick skin—or can 

 distinguish the use-

less or bad info from 

the good stuff—you may 

want to steer clear. It’s 

a great way to kill time, 

watching someone’s 

latest stunt posted on 

YouTube, but that might 

be time better spent in 

 focused study. 

A well-managed forum on social media can be a valuable 

asset to keep you flying.
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several well-regarded organizations 

that arrange for their transportation 

by connecting pilots and aircraft with 

these pets, such as Pilots N Paws.

Maybe you kick into high gear 

 following news of a natural  disaster 

striking communities either locally 

or around the world. A  number of 

groups coordinate the  movement 

of supplies and people in and 

out of impacted regions, such as 

AeroBridge and Operation Airlift, 

which were both involved when 

Hurricane Dorian slammed into the 

Bahamas in August 2019.

Medical-transport flights orga-

nized by the folks at Angel Flight and 

Corporate Angel Network (to name 

just two) help patients reach doctor’s 

appointments and treatment centers 

from locations not readily accessed 

by the airlines—and with patients 

who sometimes cannot withstand the 

stress of commercial air travel.

Want to inspire the next gener-

ation to follow in your shoes?  You 

can reach out and join your  nearest 

EAA chapter and help out with 

the Young Eagles program. These 

flights give kids the  opportunity 

to take a brief introductory 

flight and connect them with the 

resources to get started flying.

If you don’t yet meet the 

 requirements to participate in these 

charitable flight operations, you can 

still make their minimums your goal—

and give purpose to the hours you log 

toward helping others. 

$20,000 HIRING BONUS*

 Fly, work and live the adventure of Alaska with ACE!

*Some restrictions may apply

$20,000 bonus is for Captains with ATP and BE1900 Type Rating

$10,000 bonus for Captains with ATP

Bonus paid quarterly 

ACE offers pilots excellent pay and benefits, as well as the greatest opportunity to grow and expand in your 

profession. We fly to more destinations around Alaska than almost any air carrier, and our pilots typically log 

the highest flight hours. Our fast, well-maintained aircraft are fitted with state-of-the-art avionics, so 

you’ll be well prepared to meet Alaska’s challenges.

Visit www.aceaircargo.com to apply.   

888.722.0232  |  info@aceaircargo.com    

$20,000 HIRING BONUS*

 Fly, work and live the adventure of Alaska with ACE! Fly, work and live the adventure of Alaska with ACE!

*Some restrictions may apply

$20,000 bonus is for Captains with ATP and BE1900 Type Rating

$10,000 bonus for Captains with ATP

Bonus paid quarterly 

ACE offers pilots excellent pay and benefits, as well as the greatest opportunity to grow and expand in your 

profession. We fly to more destinations around Alaska than almost any air carrier, and our pilots typically log 

the highest flight hours. Our fast, well-maintained aircraft are fitted with state-of-the-art avionics, so 

you’ll be well prepared to meet Alaska’s challenges.

Visit www.aceaircargo.com to apply.

888.722.0232  |  info@aceaircargo.com 

If you don't yet meet the 
requirements to participate 

in these charitable flight 
operations, you can still make 

their minimums your goal.



www.nafinet.org         nafi@nafinet.org         866-806-6156

Discover NAFI with a FREE 
copy of Mentor Magazine

Membership in the National Association of Flight Instructors gives you instant 
recognition as a true CFI professional fostering confidence among students.  

NAFI provides tools, information and discounts to products and services vital to 
success in flight instruction.  Now through the NAFI Professional Development 
Program, members receive extensive educational content specifically for CFIs. 
This innovative program brings expertise from a wide spectrum of educators 
inside and outside of aviation. 

To join, visit www.nafinet.org/join-nafi, or to download a FREE NAFI Mentor 
Magazine visit www.nafinet.org/free-mentor TODAY to see this valuable 
member benefit.



Selecting a flight school is a major decision for the aspiring 

pilot with many factors to be taken into consideration. In 

the following pages, you’ll find helpful information from 

some of our marketing partners.

T R A I N I N G  R E S O U R C E S
A  S P E C I A L  A D V E R T I S I N G  S E C T I O N
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ADVERTISING

Recognized as one of the premier flight 

programs in the nation, AeroGuard 

Flight Training Center offers 

professional, accelerated pilot training 

for individuals ready to launch their 

careers as commercial airline pilots, no 

experience required. 

AeroGuard offers coast-to-coast flight 

training at five locations, originating in 

Arizona and expanding into California, 

Texas and most recently, Florida. Since 

2000, AeroGuard has graduated 6,000 

airline-ready pilots.

AeroGuard’s Pilot Pathway Program 

is offered in partnership with SkyWest 

Airlines, the largest regional airline 

carrier in the U.S. The Program provides 

students with high-quality training 

curriculum, placing them on a path to 

employment as a commercial airline 

pilot. In the Pilot Pathway Program, run 

as Part 61 for speed with elements of Part 

141 practices to ensure quality, students 

complete training for 7 FAA ratings 

and certifications in about 10 months. 

Graduates are guaranteed a Certified 

Flight Instructor (CFI) position to further 

their training and build the 1,500 flight 

hours needed to work at an airline. 

Upon successful completion of 

the two program phases, pilots are 

guaranteed an interview with SkyWest, 

providing them with the opportunity 

to begin their journey as a commercial 

airline pilot, one of the most in-demand 

careers in the world.

AeroGuard’s all-inclusive tuition 

model encompasses what is needed 

for students to complete their training, 

including ratings and certifications, 

dedicated academic advisor support, 

unlimited overage hours, unlimited 

flight and ground school audits, briefing, 

workshops, uniforms and more. 

AeroGuard is committed to creating 

the safest, best-trained pilots in the 

industry through exceptional education 

and operations.

F lya e r o g u a r d . c o m

i n f o @ f lya e r o g u a r d . c o m

8 0 0  3 2 2  15 2 6

AEROGUARD FLIGHT TRAINING CENTER

Top: AeroGuard offers accelerated flight training AT 

5 campuses across the United States.

Bottom: An AeroGuard instructor and student head toward 

their plane on the ramp at the Deer Valley campus in 

Phoenix, AZ.
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L3Harris Airline Academy is a world-

class f light academy with training 

locations around the globe. Our U.S. 

Academy, situated in sunny Central 

Florida, holds a rich history of airline-

focused training to prepare cadets for 

a career as a professional pilot. 

The Professional Pilot Program, 

our f lagship training course, is 

designed to take someone with 

little or no piloting experience 

and provide the training and skills 

needed to become a Certified Flight 

Instructor in as little as 15 months! 

As an academy approved by the 

Department of Education, the FAA, 

and accredited by the ACCSC, we 

are able to accept several funding 

options from those who qualify, 

including federal financial aid, VA 

benefits, and private loans. We 

also provide various scholarships 

throughout the year! 

Our relationships with 14 airlines 

from across the U.S. mean we 

provide the pathways to make your 

transition from cadet to Airline 

Pilot seamless. Pilot recruiters from 

the airlines frequently visit the 

campus to conduct exclusive meet & 

greets, provide information sessions 

and undertake First Officer Job 

interviews! Over 96% of our cadets 

who become instructors are hired 

at an airline, after reaching the FAA 

qualifications. 

Do you have questions? Then the 

Admissions Department will help 

guide you through the admissions 

process and answer all questions 

about training and beyond. Contact 

us to begin your journey to becoming 

a professional pilot with L3Harris. 

#BeAPilotL 3 H A R R I S . C O M / U S A C A D E M Y

U S A D M I S S I O N S . C T S @ L 3 H A R R I S . C O M

1  8 0 0  U C A N F LY

L3HARRIS AIRLINE ACADEMY

Top: The L3Harris Operations Building is 

the hub of the academy.

Bottom: The academy has a fleet of over 100 aircraft with 

glass and traditional cockpits.
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Aviation Academy of America 

delivers first class flight training at 

two campuses; one located in New 

Braunfels and one in Houston.

Our team of highly qualified 

flight instructors is here to help you 

every step of the way. You’ll start the 

process by filling out the info request 

form so our admissions officer can 

answer your questions, guide you 

through the application process, and 

schedule a campus tour or a discovery 

flight.

Becoming a commercial pilot 

requires time, focus, determination, 

and money! New students can start 

with zero hours of f light time and 

earn all of their required licenses 

and ratings through Certified Flight 

Instructor in 12 to 15 months by 

enrolling in our Professional Pilot 

Pathway.  Graduates of our program 

are guaranteed a flight instructor job 

with us to build their hours, before 

they can move on to the next step 

of their career as a First Officer at a 

regional airline.

Aviation Academy of America 

knows that the financial hurdle of 

f light training has stopped people 

from achieving their goals, so we 

partnered with several financial 

institutions to help qualified students 

secure the funding they need to make 

their career dreams come true.

Aviation Academy of America 

has partnered with several regional 

airlines to help facilitate your 

transition to the next step in your 

airline career. Representatives 

of these airlines and others visit 

our campus throughout the year 

to speak and interview potential 

candidates during their training. 

Regional airlines offer mentorships, 

tuition reimbursements, and support 

throughout your flight training.

w w w .v t- a a a . c o m

i n f o @ v t- a a a . c o m

8 3 0  5 8 4  7 0 5 8

AVIATION ACADEMY OF AMERICA

Top: VT AAA welcomed their brand new Piper Seminole in late 

September to be used in their multi-engine course.

Bottom: Flying in Central Texas allows students to enjoy 

sunny skies and great views during each and every lesson!
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M A R K E T P L A C EFLYING

FOR MARKETPLACE

ADVERTISING INFORMATION 

PLEASE CONTACT

Charles Negron

407.571.4935
Charles.Negron@bonniercorp.com

• 800-257-9444 •

• aviationseminars.com/flying •

AVIATION SEMINARS

•  PRIVATE, COMMERCIAL, SPORT, INSTRUMENT AND CFII 
•  PASS YOUR FAA EXAM THE FIRST TIME

•  95% FIRST TIME PASS RATE

•  $429 - VISIT OUR WEBSITE FOR MORE DETAILS, DATES AND 

   LOCATIONS

•  FREQUENT CLASSES HELD IN 100 MAJOR CITIES

•  FAA APPROVED FLIGHT INSTRUCTOR REFRESHER COURSE
•  $225 (Live Classroom) or $125 (Online) INCLUDES RENEWAL PROCESSING

•  ATTEND UP TO 3 MONTHS PRIOR TO YOUR 

   CURRENT CFI EXPIRATION

•  FREQUENT CLASSES HELD IN 100 MAJOR CITIES

SINCE
1974

2 DAY FAA TEST PREP 
& FLIGHT INSTRUCTOR RENEWAL

LIVE or ONLINE

AVIATION SEMINARS
SINCE 1974

Offering Airline Quality Ground Schools for Over 45+ Years

Interview with United Express Operator Trans States Airlines 
before beginning your training or anytime after.  

ONCE ACCEPTED:
• Enjoy limited airline pass travel benefits
•   Have your Flight Instructor salary augmented by $5 per hour when you become an 

instructor with us
•   Join Trans States Airlines with up to  3 months of seniority 
•    Participate in our Trans States airline transition course to ensure your success

FROM 0 - FLIGHT INSTRUCTOR 
IN 7 MONTHS FOR $46,322

863-401-3592 | ADMISSIONS@IAEROLTD.COM | WWW.INTERNATIONALAEROACADEMY.COM

BEGIN YOUR CAREER 
BEFORE YOU START 

YOUR TRAINING
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When you go to the airport on the day of your first solo flight, you might think that you’d wear  something 

special. Depending on the folks with whom you learn to fly, you’d want to rethink that idea—and show 

up in a shirt you’re willing to sacrifice for a good cause. The tradition of cutting one’s shirttail follow-

ing a first solo originated in the early barnstorming days of aviation, when  instructors would “cut loose” 

their fledgling aviators and keep the decorated “tail”—complete with the student’s name, date and 

aircraft flown—for posterity. Though many modern flight schools have transitioned to posting their 

new pilots’ successes on Instagram, others keep those shirttails for their link to  aviation’s history. 

Here, we show the happy aftermath of a solo flight from Melbourne Flight  Training in Florida.

SHIRTTAILS



  

  
      
      

“IT ISPOSSIBLE
 TO FLY WITHOUT 

MOTORS
    BUT NOT WITHOUT 

KNOWLEDGE
&SKILL.”
              ~WILBUR WRIGHT

PROMOTING EXCELLENCE IN AVIATION EDUCATION 

(Better CFIs and safer pilots!)

LEARN TO FLY FROM A PROFESSIONAL 
(choose wisely: http://bit.ly/SAFE-CFI)

•	 We created the best CFI Insurance in the business 

•	 (discounts for FAA WINGS and Master CFIs)

•	 Members get 1/3 off their ForeFlight subscription

•	 CFI mentoring and extensive resources



663 Airline Placements in the Last 12 Months
Your Proven Airline Career Solution

From zero experience through airline pilot job, ATP’s Airline Career Pilot Program provides you 

with the training and competitive advantages you need to get to the airlines fi rst and achieve your 

goals. Take your career further, faster with the airline career solution proven by 663 graduates 

hired by U.S. airlines in the last 12 months. 

Get Started on Your Career Today:
ATPFlightSchool.com/start 

or Call/Text (912) 421-2877

Airlines

 Airline-oriented, fast track flight training with full financing available and 

airline tuition reimbursement

 Commercial multi-engine and flight instructor certification at a fixed cost

 Guaranteed CFI job to reach airline hiring minimums with career 

 support and mentorship before, during, and after training

 Nationally awarded and recognized flight instructors

 20 airline partners with pathways to all major airlines

 Factory-new aircraft and dedicated maintenance operations


