
Flight Test Ground 
Recreational / Private Pilot  
 

Documents Required on board an aircraft 

Remember ‘AROWJIL’ 
1. Certificate of Airworthiness 
2. Certificate of Registration 
3. Owner’s Manual 
4. Weight and Balance 
5. Journey Log 
6. Insurance 
7. Crew Licenses 
 

Certificate of Airworthiness 
 This certificate is what gives the aircraft ‘Flight Authority’. 

 Contains information on what category the aircraft is certified as. E.g. Normal, 
Aerobatic, etc. 

o A special CofA is given to aircraft under categories such as amateur/ kit-built, 
owner-maintenance, etc. 

 Does not have information on the aircraft owner. 

 Valid for life once issued. 

 Does not expire but can go out of validity or authority. 

 In order to keep valid, the owner needs to: 
o Keep maintenance up to date, such as Annual inspections, Airworthiness 

Directives, etc. 
o Fly within the aircraft’s limitations as specified in the Owner’s Manual. 
o Fix any defects. 
o Keep the Journey Log up to date with flight entries as well as maintenance 

entries. 

 Not following the items above will make the CofA invalid and will get re-validated 
only once the problem is rectified. 

 

Certificate of Registration 
 This certificate gives information on aircraft ownership. 

 The purpose of the ownership / registration is also mentioned, such as Private and 
Commercial. 



 This is valid as long as the information on the certificate is valid. As long as the owner 
remains the same and the address doesn’t change. Expires if the owner of the 
aircraft dies. 

 When the airplane is sold, the aircraft owner sends in the change of ownership card 
to Transport Canada thus enabling the new owner to register the airplane under 
his/her name. 

 The new owner must send in the old CofR to Transport Canada, with his/her 
information filled out on the back side, with a copy of the bill of sale. This has to 
done within 3 months so that Transport Canada can process the new CofR (e.g. legal 
custody and control changes on April 4. The Interim Certificate of Registration would 
be valid until midnight on July 3) 

 The new owner must also fill out the Interim CofR and keep it with the aircraft with 
the bill of sale for the 3 months while Transport Canada processes the new CofR. 

 Any change of address must be notified within 7 days. 
 

Owner’s Manual / Aircraft Flight Manual (AFM) / Pilot’s Operating Handbook 
(POH) 
 This is the manual that each manufacturer makes as per the specific make and model 

of aircraft. 

 The manual is the source for normal procedures, emergency procedures, all aircraft 
limitations and performance charts and graphs. 

 The original book must be available in the aircraft. Photocopies cannot be used as a 
substitute. 

 If the original book is lost, then a new one has to be ordered from the aircraft 
manufacturer and that is specific to the serial number of the aircraft, so you cannot 
replace it from another airplane either. 

 

Weight and Balance 
 This document shows the aircraft’s empty weight, arm and moment. It will also have 

a list of equipment on the aircraft, their weights and moment. 

 When there is a significant change, the AME (Aircraft Maintenance Engineer) will 
make a new empty weight and balance document for the aircraft. The older 
document is marked as ‘Superseded’ and is kept along with the latest document. 

 The AME decides if a change of equipment is significant or not and whether it 
requires a fresh empty weight and balance document. 

 

Journey Log 
 The journey log is part of the aircraft’s Technical documents. The other technical logs 

being technical logs for the engine, airframe, propeller, etc. 



 While the technical logs are kept up to date by the AME or Maintenance Manager, 
the Journey Log is kept up to date by the pilot. 

 The AME makes entries in the Journey Log for any maintenance work carried out. 

 The pilot makes an entry for each flight undertaken, including other information 
such as flight crew members, routing of flight, air time, etc. 

 The pilot may make a single entry for a series of flights with the same crew within 
the same day or if at a flight school where a daily flight sheet is maintained. 

 Any defects observed during flight shall be entered in the Journey Log once the flight 
is complete. The aircraft is then grounded until the defect is rectified or deferred by 
the AME. 

 Journey Log is not required on board aircraft if it is not planned to shut down the 
aircraft at an aerodrome other than the departure aerodrome. 

 

Insurance 
 All aircraft must carry minimum liability insurance as specified in CAR 606.02 

 Proof of insurance shall be carried on board the aircraft in flight. 
 

Crew Licenses 
 All crew licenses must be carried on board aircraft. This includes the medical and any 

permits/licenses. 

 The Aviation Document booklet (blue passport-like booklet) will contain all the 
above information. 

 Additionally, a ROC-A – Restricted Radio Operator Certificate (Aeroplanes) is also 
required to be able to use radio communication equipment. 

 

Recreational Pilot Permit – Privileges and restrictions 
 Fly as pilot in command or co-pilot of a single engine, non-high performance aircraft 

with up to 4 seats but no more than 1 passenger. 

 Fly as pilot in command of an ultra-light airplane. 

 RPP is valid as long as Class 4 medical is valid – 60 months for ages up to 40 and 24 
months for ages 40 and higher. Can also be validated by Class 1 or 3 medical. 

 Can only add Float rating on the permit. 

 Cannot fly for hire/reward. 
 

Private Pilot Licence – Privileges and restrictions 
 Fly as pilot in command or co-pilot of a single engine, non-high performance aircraft; 

no seat restrictions but passengers restricted to number of available seats. 

 Fly as pilot in command of an ultra-light airplane. 



 PPL is valid as long as Class 3 medical is valid – 60 months for ages up to 40 and 24 
months for ages 40 and higher. Can also be validated by Class 1 medical. 

 Can fly high performance aircraft if trained for it. 

 Can add all possible ratings on the licence after the requisite training. 

 Cannot fly for hire/reward. 
 

Permit/Licence Currency 
 6 month currency 

o Must have 5 take-off and landings within the last 6 months in order to be able 
to carry passengers on board an airplane 

 2 year currency 
o Must have done one of the following items within the last two years before 

flying as pilot in command or co-pilot: 
 Flight Review with a Flight Instructor – conducted to flight test 

standards of the permit/licence currently held 
 Transport Canada Safety Seminar 
 ‘Rust Remover Seminars’ that are approved by Transport Canada 
 Self-paced questionnaire from Transport Canada Aviation Safety 

Newsletter 
 Complete a training programme or Pilot Proficiency Check 
 Complete a written examination for a permit/licence/rating 
 Obtain a higher permit/licence/rating than currently held 
 Renew instrument rating or flight instructor rating if already holding 

 5 year currency 
o Must have flown as PIC or co-pilot within the last 5 years 
o If not, then must do the following within the last 12 months before you can 

act as PIC or co-pilot: 
 Rewrite PSTAR Examination 
 Undergo a flight review with a Flight Instructor – conducted to flight 

test standards of the permit/licence currently held 

 Restricted Radio Operator Certificate – Aeronautical (ROC-A) issued by Industry 
Canada is valid for life. 

 

Aircraft Airworthiness 

Determining the airworthiness of the aircraft 
The following checks can be done in order to determine the airworthiness of the aircraft 
prior to a flight: 



 Check the journey log to ensure there is enough air time left for the next flight. No 
person shall intentionally operate an aircraft if it determined that the aircraft shall 
get timed out while in flight. 

 Check the last entry of the journey log to see if there was any defect reported. If 
there is, see if there is a maintenance release certifying that the defect has been 
rectified or deferred. Sometimes a deferred defect will be updated on a separate 
sheet found on the inside of the front cover of the journey log. Check to see if the 
deferred defect will affect the airworthiness of the planned flight. (e.g. a landing light 
is not required for day VFR, but is mandatory to carry passengers at night) 

 A complete walk-around / pre-flight inspection to see if everything looks alright. 
Ensure there is enough fuel and oil for the flight. 

 

Action to be taken in case of a defect 
 When a defect is noted: 

i. While on the ground, the first action to be taken is to write down the defect in 
the journey log and inform of the same to the AME or Maintenance Manager. 
The aircraft shall not be flown until the defect is either rectified or deferred. 

ii. While flying / in the air, the aircraft shall be flown back to the home base (if 
possible) or the nearest airport (if unable to return to home base) and defect 
written down in the journey log and informed to the AME or Maintenance 
Manager. The aircraft shall not be flown until the defect is rectified or 
deferred. 

 Elementary work refers to very basic maintenance that can be done by the pilot to 
his privately owned airplane. These may include filling up tires, etc. Check with your 
AME or Maintenance Manager as to what constitutes elementary work and if you 
are eligible to do it yourself. If that is the case, defects that relate to elementary 
work can be rectified by the pilot before the flight. Elementary work does not have 
to be entered in the Journey Log. 

 

Aeroplane Performance 

V Speeds 
 The aircraft has many V speeds. Make sure you are aware of these numbers. The 

flight test guide states that the candidate should be able to state from memory the 3 
V speeds of Vx (speed for best angle of climb), Vy (speed for best rate of climb), Va 
(manoeuvring speed). 

 You may also be quizzed about other speeds such as Stall speeds (Vs and Vso),  Max 
Flap Extension speed (Vfe), Maximum Structural Cruising speed (Vno) and the Never 
Exceed speed (Vne) 

 



Performance Calculations 
 You will also be asked to calculate: 

o Take-off and landing distance as per the given outside conditions 
o Flight performance at cruise altitudes – usually based on your planned cross-

country 
o Flight time that can be flown with the given fuel load. 

 The calculations need to be done on the fly and shouldn’t take too much time. The 
examiner is not looking for a perfect answer but that you understand how the chart / 
graph works. 

 

Miscellaneous 
 The colours of the airspeed indicator represent: 

o White arc – speeds of flap operation. The low end of the white arc is stall 
speed with full flap extension (Vso) and the high end is the maximum flap 
extension speed (Vfe) 

o Green arc – speeds of normal operation. The low end is stall speed in clean 
configuration (Vs) and high end is maximum structural cruising speed (Vno) 

o Yellow arc – caution range. The low end is Vno and it ends at the red line 
o Red line – never exceed speed (Vne) 

 Manoeuvring speed (Va) is an important airspeed that is not marked on the airspeed 
indicator. 

o It is the speed which is specified by the aircraft manufacturer as the speed 
below which the aircraft should be flown in turbulent air. 

o When flown at or below this speed, any abrupt control movement will not 
cause structural damage to the airplane. 

o At this speed the airplane will stall before it reaches it limit load factor, and 
thus prevent over-stressing the airframe. 

o Va decreases with a decrease in airspeed. This is because an aircraft that is 
below its maximum gross weight is more susceptible to wind gusts than one 
that is loaded to its max gross weight. Some aircraft such as a Cessna 172 will 
have different published Va numbers based on weight. 

 

Weight and Balance 

 You will be asked to show a calculation for the aircraft weight and balance based on 
simulated conditions and will be given passenger weights and baggage weights. If 
you have not being given passenger weights, you will be required to use standard 
passenger weights. Refer the AIM for those 



 Once the weight and balance calculation is done, you will be asked to show where in 
the chart / graph the aircraft falls under and whether it is within limits, or if it isn’t, 
how it can be fixed. 

 Zero Fuel Weight – Weight of the airplane including the aircraft empty weight, all 
passengers and any baggage. Essentially, everything without including fuel. Any 
unusable fuel that the aircraft has will already be included as part of the empty 
weight, so ZFW includes this. 

 Maximum Ramp Weight – Maximum weight that the aircraft can be loaded up to 
while it is on the ramp / apron. Some airplanes have a separate, slightly higher max 
weight on the ramp than allowed for take-off. This is usually the fuel that is expected 
to be burnt off while starting, warming up and engine run-up. 

 Maximum Take-off Weight – Maximum weight of the aircraft during take-off. Usually 
the same as max ramp weight, but some airplanes have a slightly lower max weight 
than ramp, as mentioned above. 

 Maximum Landing Weight – Maximum weight of the aircraft while approaching for 
the landing. This is not usually a factor on small airplanes. Larger airplanes (usually 
transport airplanes) have restrictions on landing weight. 

 

Weight vs Stalls 
 Aircraft weight plays a big factor in the aircraft stall speeds. 

 An aircraft loaded lighter than its maximum gross weight will stall at speeds lower 
than published. This is because when loaded lighter, the aircraft needs less lift than it 
needs at max gross weight and hence can fly for longer at slower speeds. 

 The opposite is true as well. Not only is it illegal to fly an aircraft loaded heavier than 
its max gross weight, it is also unsafe because it will stall at speeds higher than 
published. 

 

Centre of Gravity vs Stalls 
 Aircraft centre of gravity is a big factor in stalls. 

 An aircraft loaded more forward (nose-heavy) will increase the stall speed.  
o A nose heavy airplane has a natural tendency for the nose to pitch down. This 

leads to the use of more aft elevator in order to be able to fly level and hence 
using up some of the lift already available. Hence, when the airplane slows 
down until closer to the stall, the aircraft will stall earlier (at higher airspeeds) 
due to the fact that a nose-heavy aircraft has lesser lift available. 

 The stall speed published in the aircraft manual is usually based on the most forward 
(nose heavy) centre of gravity within permissible limits. 

 An aircraft loaded more aft (tail-heavy) will decrease the stall speed. 



o A tail heavy airplane has a natural tendency for the nose to pitch up. This 
leads to the use of forward elevator to prevent climbing and maintain level. 
This leads to more lift available to spare. Hence, when the airplane slows 
down until closer to the stall, the aircraft will stall later (at lower airspeeds) 
due to the extra lift available to spare. 

 From the above discussion, it might appear that a tail heavy airplane is preferable for 
stalls, but those are only good when within the permissible C.G. limits. When the 
aircraft is loaded outside of C.G. limits, a tail-heavy airplane can enter a stall from 
which a safe recovery might not be possible even with full forward elevator control; 
while a nose heavy airplane can be hard to even maintain altitude even with full 
power. 

 Taking the above characteristics into account for spins, a nose heavy airplane is 
usually harder to enter into a spin and might not stay in a spin for too long; while a 
tail heavy airplane can enter into a flat spin that can be hard to recover. 

 

Weight vs Performance 
 An aircraft loaded lighter than max gross weight performs better all around, 

including take-off, landings and cruise 

 An aircraft loaded heavier than max permissible weight will grossly under-perform 
and may not have sufficient power to take-off and climb. 

 

Centre of Gravity vs Performance 
 An aircraft that is loaded more forward (nose heavy) performs poorly and is less 

efficient compared to one that is loaded more aft (tail heavy) 

 A nose heavy airplane needs more aft elevator in order to keep the aircraft flying 
level, thus leading to a slower speed and an increase in power to maintain airspeed. 
This increase in power makes the airplane burn more fuel and hence lowers 
efficiency. 

 A tail heavy airplane needs forward elevator in order to keep flying level, thus 
leading to a decrease in power to keep the airspeed. This makes the airplane more 
efficient and overall better performance. (Now you know why airliners love to load 
more people in the back under the economy class!) 

 

Frequently Asked Questions 

1. What is the AAIR? How does it affect the CofA? 
The AAIR is short for the Annual Airworthiness Inspection Report. This is a report 
that must be submitted by owners of all Canadian registered aircraft, except ultra-
light airplanes.  



It doesn’t affect the CofA. It is just a report that is required to be sent to Transport 
Canada every year on the anniversary of the Flight Authority of the aircraft (e.g. 
CofA). It is pre-printed and sent out to aircraft owners to fill out and make any 
corrections as required. This helps Transport Canada keep track of and ensure 
accurate distribution of data such as Airworthiness Directives (ADs), calculate 
accident and incident statistics, etc. Through the AAIR, the owner provides current 
details of the aircraft configuration; inspection, damage and repair information; and 
the number of hours flown. 
It is not required to be carried on board the aircraft. 

 
2. What is an Airworthiness Directive? 

An Airworthiness Directive (AD) is a special instruction issued by the aircraft 
manufacturer to the aircraft owner and AME to fix a problem on the aircraft that was 
not detected during the manufacturing cycle and that is usually a defect of 
engineering design. This is similar to the mass recalls that car manufacturers have 
done to fix things like airbags, etc. in cars. The difference being that the aircraft is 
checked up and adjustments made as necessary by the AME. A typical AD on a lot of 
Cessna aircraft is the annual (100 hour) checks made on the pilot seat rails. 

 
3. What is an STC? 

A Supplemental Type Certificate (STC) is a document that is issued when a certified 
aircraft is modified outside of the aircraft manufacturer’s design. For instance, 
adding a STOL kit (Short Take-Off and Landing) or increasing the BHP (brake horse 
power) of the engine would constitute as a mod. When such a modification is done, 
the aircraft will no longer be considered as a Certified Aircraft and will then need to 
be reclassified as an Experimental Class of aircraft. A Supplemental Type Certificate 
(STC) is issued for certified mods that can be fitted on certified aircraft without 
voiding the certificate. This is a required document on board aircraft as it is an 
addendum for the CofA. 

 
4. How often does an aircraft need to be inspected? 

A privately owned aircraft needs to be inspected at least once a year – commonly 
called the annual inspection. Aircraft flying more often (upwards of 100 hours a year) 
are recommended to follow the aircraft manufacturer’s recommended inspection 
schedule. 
Commercially owned aircraft are subject to a much more intensive inspection 
schedule, which means that they are usually required to be inspected once every 50 
hours. 
Most inspection schedules are based on the Air Time of the aircraft. There are some 
inspections that are calendar items such as an ELT recertification, swinging a 



compass which are done annually and many more. These items if not inspected as 
per the schedule will invalidate the aircraft CofA. 

 
5. Can the ELT be removed from an aircraft? Can it still fly once removed? 

ELTs can be removed from an airplane for service. Once removed, the aircraft 
cockpit shall have a placard with a date stating that the ELT has been removed and 
the ELT shall be replaced within 30 days. 
Aircraft operated by a Flight Training Unit (FTU) does not need to have an ELT on 
board aircraft if it remains within 25 NM from the base airport. 

 
6. What is the risk in running an aircraft on 80/87 MOGAS if your aircraft is certified for 

100LL? 
Using a lower octane fuel than the recommended fuel leads to problems such as 
higher risk of carburettor icing and more importantly lead to Detonation. If 
recommended fuel is unavailable, as a last resort, go with fuel of a higher octane 
rating. 

 
7. What type of engine does your airplane have? How much horsepower does it 

produce? How much RPM is required to produce that? 
Refer Aircraft Manual. 

 
8. What is the recommended fuel for your airplane? Recommended Oil and minimum 

quantity? 
Refer Aircraft Manual. 

 
9. How does static port blockage affect the airplane instruments? Pitot tube blockage? 

Refer FTGU 
 
10. Which instruments in your aircraft are gyro instruments? How are they powered? 

Refer FTGU 
 

11. What is the recommended leaning procedure for your airplane? What if it has an 
EGT or CHT? 
Refer Aircraft Manual. 

 
12. What happens when you run the engine too lean? 

When you run the engine too lean, you get a rough running engine and also start to 
see an increase in the aircraft oil temperature. Fuel in the aircraft functions not only 
to produce energy, but also to cool the engine. So running too lean will cause a rise 
in operating temperatures. 



13. Why does the RPM drop when you apply carb heat to the ON/HOT position? 
When you apply carb heat ON, the carburettor receives hot air. Hot air is generally 
less dense than colder air, which means that the fuel-air mixture becomes too rich, 
thus causing a drop in production of power/RPM. 

 
14. When you apply carb heat ON and the RPM increased, what is the probable cause? 

Applying carb heat ON makes the fuel-air mixture in the cylinders rich. If the mixture 
is too lean, applying the carb heat ON can make the mixture rich enough to bring it 
back to normal. Thus, if the RPM increases with application of carb heat, it means 
that the engine was running on a lean mixture. 

 
15. What might you expect to happen when you notice a drop in oil pressure and rising 

oil temperature? 
A drop in oil pressure and rising oil temperature is a sign of a lack of oil. Depending 
on how quickly the change is happening, it could either mean that the engine is low 
on oil or there is an oil leakage. This could eventually lead to an engine failure. 
NOTE: A drop in oil pressure without an accompanying rise in oil temperature 
(steady temperature) could mean a problem with the oil pressure gauge. Rising oil 
temperature is key to observing oil pressure. 

 
16. What is the maximum demonstrated cross-wind velocity for a landing in your 

airplane? Is this a limitation? 
Refer the Aircraft Manual for the max demonstrated cross-wind. This is by no means 
a limitation, but the amount of cross winds that a test pilot flew and landed in during 
pre-production testing of the aircraft model. Pilot skill is usually the limitation to 
cross-wind landings. 

 
17. Would you take-off or land on a runway/surface that has the exact distance as per 

your calculations? Why? 
It is always good to give yourself some buffer/leeway when you attempt to land or 
take-off from shorter runways. The amount of leeway is based on pilot skill. 
Someone newer with airplanes should give themselves at least an extra 50% based 
on calculations from the aircraft manual. As you get used to the aircraft performance 
and your own skill, you can gradually go to smaller strips and feel more comfortable. 


