VII. Slow Flight and Stalls
Task

A. Maneuvering During Slow Flight

References

FAA-H-8083-2, FAA-H-8083-3; POH/AFM
To determine that the applicant exhibits satisfactory knowledge, risk management, and
skills associated with maneuvering during slow flight.

Objective
Knowledge
PA.VII.A.K1
Risk
Management
PA.VII.A.R1
PA.VII.A.R2
PA.VII.A.R3
PA.VII.A.R4
PA.VII.A.R5
PA.VII.A.R6
Skills
PA.VII.A.S1
PA.VII.A.S2
PA.VII.A.S3

PA.VII.A.S4
PA.VII.A.S5

Note: See Appendix 6: Safety of Flight and Appendix 7: Aircraft, Equipment, and
Operational Requirements & Limitations.
The applicant demonstrates understanding of:
Aerodynamics associated with slow flight in various aircraft configurations, to include the
relationship between angle of attack, airspeed, load factor, power setting, aircraft weight
and center of gravity, aircraft attitude, and yaw effects.
The applicant demonstrates the ability to identify, assess and mitigate risks,
encompassing:
Inadvertent slow flight and flight with a stall warning, which could lead to loss of control.
Range and limitations of stall warning indicators (e.g., aircraft buffet, stall horn, etc.).
Failure to maintain coordinated flight.
Effect of environmental elements on aircraft performance. (e.g., turbulence, microbursts,
and high density altitude).
Collision hazards, to include aircraft, terrain, obstacles, and wires.
Distractions, loss of situational awareness, and/or improper task management.
The applicant demonstrates the ability to:
Clear the area.
Select an entry altitude that will allow the Task to be completed no lower than 1,500 feet
AGL (ASEL, ASES) or 3,000 feet AGL (AMEL, AMES).
Establish and maintain an airspeed at which any further increase in angle of attack,
increase in load factor, or reduction in power, would result in a stall warning (e.g., aircraft
buffet, stall horn, etc.).
Accomplish coordinated straight-and-level flight, turns, climbs, and descents with landing
gear and flap configurations specified by the evaluator without a stall warning (e.g., aircraft
buffet, stall horn, etc.).
Maintain the specified altitude, ±100 feet; specified heading, ±10°; airspeed +10/-0 knots;
and specified angle of bank, ±10°.

From the AIM:
Most skeletal structures are supported by guy wires which are very difficult to see in good
weather and can be invisible at dusk or during periods of reduced visibility. These wires
can extend about 1,500 feet horizontally from a structure; therefore, all skeletal structures
should be avoided horizontally by at least 2,000 feet.
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VII. Slow Flight and Stalls
Task

B. Power-Off Stalls

References

FAA-H-8083-2, FAA-H-8083-3; AC 61-67; POH/AFM
To determine that the applicant exhibits satisfactory knowledge, risk management, and
skills associated with power-off stalls.

Objective

Note: See Appendix 7: Aircraft, Equipment, and Operational Requirements & Limitations.
Knowledge
PA.VII.B.K1
PA.VII.B.K2
PA.VII.B.K3
PA.VII.B.K4
Risk
Management
PA.VII.B.R1
PA.VII.B.R2
PA.VII.B.R3
PA.VII.B.R4
PA.VII.B.R5
PA.VII.B.R6
PA.VII.B.R7
PA.VII.B.R8
Skills
PA.VII.B.S1
PA.VII.B.S2
PA.VII.B.S3
PA.VII.B.S4
PA.VII.B.S5
PA.VII.B.S6
PA.VII.B.S7
PA.VII.B.S8
PA.VII.B.S9
PA.VII.B.S10

The applicant demonstrates understanding of:
Aerodynamics associated with stalls in various aircraft configurations, to include the
relationship between angle of attack, airspeed, load factor, power setting, aircraft weight
and center of gravity, aircraft attitude, and yaw effects.
Stall characteristics (i.e., airplane design) and impending stall and full stall indications (i.e.,
how to recognize by sight, sound, or feel).
Factors and situations that can lead to a power-off stall and actions that can be taken to
prevent it.
Fundamentals of stall recovery.
The applicant demonstrates the ability to identify, assess and mitigate risks,
encompassing:
Factors and situations that could lead to inadvertent power-off stall, spin, and loss of
control.
Range and limitations of stall warning indicators (e.g., aircraft buffet, stall horn, etc.).
Failure to recognize and recover at the stall warning during normal operations.
Improper stall recovery procedure.
Secondary stalls, accelerated stalls, and cross-control stalls.
Effect of environmental elements on aircraft performance related to power-off stalls (e.g.,
turbulence, microbursts, and high density altitude).
Collision hazards, to include aircraft, terrain, obstacles, and wires.
Distractions, loss of situational awareness, and/or improper task management.
The applicant demonstrates the ability to:
Clear the area.
Select an entry altitude that will allow the Task to be completed no lower than 1,500 feet
AGL (ASEL, ASES) or 3,000 feet AGL (AMEL, AMES).
Configure the airplane in the approach or landing configuration, as specified by the
evaluator, and maintain coordinated flight throughout the maneuver.
Establish a stabilized descent.
Transition smoothly from the approach or landing attitude to a pitch attitude that will induce a
stall.
Maintain a specified heading, ±10 if in straight flight; maintain a specified angle of bank not to
exceed 20°, ±10°, if in turning flight, while inducing the stall.
Acknowledge cues of the impending stall and then recover promptly after a full stall has
occurred.
Execute a stall recovery in accordance with procedures set forth in the POH/AFM.
Retract the flaps to the recommended setting; retract the landing gear, if retractable, after a
positive rate of climb is established.
Accelerate to VX or VY speed before the final flap retraction; return to the altitude, heading,
and airspeed specified by the evaluator.
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VII. Slow Flight and Stalls
Task

C. Power-On Stalls

References

FAA-H-8083-2, FAA-H-8083-3; AC 61-67; POH/AFM
To determine that the applicant exhibits satisfactory knowledge, risk management, and
skills associated with power-on stalls.

Objective
Knowledge
PA.VII.C.K1
PA.VII.C.K2
PA.VII.C.K3
PA.VII.C.K4
Risk
Management
PA.VII.C.R1
PA.VII.C.R2
PA.VII.C.R3
PA.VII.C.R4
PA.VII.C.R5
PA.VII.C.R6
PA.VII.C.R7
PA.VII.CR8
Skills
PA.VII.C.S1
PA.VII.C.S2
PA.VII.C.S3
PA.VII.C.S4
PA.VII.C.S5
PA.VII.C.S6
PA.VII.C.S7
PA.VII.C.S8
PA.VII.C.S9
PA.VII.C.S10

Note: See Appendix 6: Safety of Flight and Appendix 7: Aircraft, Equipment, and
Operational Requirements & Limitations.
The applicant demonstrates understanding of:
Aerodynamics associated with stalls in various aircraft configurations, to include the
relationship between angle of attack, airspeed, load factor, power setting, aircraft weight
and center of gravity, aircraft attitude, and yaw effects.
Stall characteristics (i.e., airplane design) and impending stall and full stall indications (i.e.,
how to recognize by sight, sound, or feel).
Factors and situations that can lead to a power-on stall and actions that can be taken to
prevent it.
Fundamentals of stall recovery.
The applicant demonstrates the ability to identify, assess and mitigate risks,
encompassing:
Factors and situations that could lead to inadvertent power-on stall, spin, and loss of
control.
Range and limitations of stall warning indicators (e.g., aircraft buffet, stall horn, etc.).
Failure to recognize the stall warning during normal operations.
Improper stall recovery procedure.
Secondary stalls, accelerated stalls, elevator trim stalls, and cross-control stalls.
Effect of environmental elements on aircraft performance related to power-on stalls (e.g.,
turbulence, microbursts, and high density altitude).
Collision hazards, to include aircraft, terrain, obstacles, and wires.
Distractions, loss of situational awareness, and/or improper task management.
The applicant demonstrates the ability to:
Clear the area.
Select an entry altitude that will allow the Task to be completed no lower than 1,500 feet
AGL (ASEL, ASES) or 3,000 feet AGL (AMEL, AMES).
Establish the takeoff, departure, or cruise configuration, as specified by the evaluator, and
maintain coordinated flight throughout the maneuver.
Set power (as assigned by the evaluator) to no less than 65 percent available power.
Transition smoothly from the takeoff or departure attitude to the pitch attitude that will
induce a stall.
Maintain a specified heading, ±10 if in straight flight; maintain a specified angle of bank not
to exceed 20°, ±10° if in turning flight, while inducing the stall.
Acknowledge the cues of the impending stall and then recover promptly after a full stall
occurs.
Execute a stall recovery in accordance with procedures set forth in the POH/AFM.
Retract the flaps to the recommended setting, if applicable; retract the landing gear, if
retractable, after a positive rate of climb is established.
Accelerate to VX or VY speed before the final flap retraction; return to the altitude, heading,
and airspeed specified by the evaluator.
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Appendix 6: Safety of Flight
General
Safety of flight must be the prime consideration at all times. The evaluator, applicant, and crew must be constantly
alert for other traffic. If performing aspects of a given maneuver, such as emergency procedures, would
jeopardize safety, the evaluator will ask the applicant to simulate that portion of the maneuver. The evaluator will
assess the applicant’s use of visual scanning and collision avoidance procedures throughout the entire test.
Stall and Spin Awareness
During flight training and testing, the applicant and the instructor or evaluator must always recognize and avoid
operations that could lead to an inadvertent stall or spin and inadvertent loss of control.
Use of Checklists
Throughout the practical test, the applicant is evaluated on the use of an appropriate checklist.
Assessing proper checklist use depends upon the specific Task. In all cases, the evaluator should determine
whether the applicant appropriately divides attention and uses proper visual scanning. In some situations, reading
the actual checklist may be impractical or unsafe. In such cases, the evaluator should assess the applicant's
performance of published or recommended immediate action "memory" items along with his or her review of the
appropriate checklist once conditions permit.
In a single-pilot airplane, the applicant should demonstrate the crew resource management (CRM) principles
described as single-pilot resource management (SRM). Proper use is dependent on the specific Task being
evaluated. The situation may be such that the use of the checklist while accomplishing elements of an Objective
would be either unsafe or impractical in a single-pilot operation. In this case, a review of the checklist after the
elements have been accomplished is appropriate.
Use of Distractions
Numerous studies indicate that many accidents have occurred when the pilot has been distracted during critical
phases of flight. The evaluator should incorporate realistic distractions during the flight portion of the practical test
to evaluate the pilot’s situational awareness and ability to utilize proper control technique while dividing attention
both inside and outside the cockpit.
Positive Exchange of Flight Controls
There must always be a clear understanding of who has control of the aircraft. Prior to flight, the pilots involved
should conduct a briefing that includes reviewing the procedures for exchanging flight controls.
The FAA recommends a positive three-step process for exchanging flight controls between pilots:
•
•
•

When one pilot seeks to have the other pilot take control of the aircraft, he or she will say, "You have the
flight controls."
The second pilot acknowledges immediately by saying, "I have the flight controls."
The first pilot again says, "You have the flight controls," and visually confirms the exchange.

Pilots should follow this procedure during any exchange of flight controls, including any occurrence during the
practical test. The FAA also recommends that both pilots use a visual check to verify that the exchange has
occurred. There must never be any doubt as to who is flying the aircraft.
Aeronautical Decision-Making, Risk Management, Crew Resource Management and Single-Pilot Resource
Management
Throughout the practical test, the evaluator must assess the applicant’s ability to use sound aeronautical decisionmaking procedures in order to identify hazards and mitigate risk. The evaluator must accomplish this requirement
by reference to the risk management elements of the given Task(s), and by developing scenarios that incorporate
and combine Tasks appropriate to assessing the applicant’s risk management in making safe aeronautical
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decisions. For example, the evaluator may develop a scenario that incorporates weather decisions and
performance planning.
In assessing the applicant’s performance, the evaluator should take note of the applicant’s use of CRM and, if
appropriate, SRM. CRM/SRM is the set of competencies that includes situational awareness, communication
skills, teamwork, task allocation, and decision-making within a comprehensive framework of standard operating
procedures (SOP). SRM specifically refers to the management of all resources onboard the aircraft as well as
outside resources available to the single pilot.
Deficiencies in CRM/SRM almost always contribute to the unsatisfactory performance of a Task. While evaluation
of CRM/SRM may appear to be somewhat subjective, the evaluator should use the risk management elements of
the given Task(s) to determine whether the applicant’s performance of the Task(s) demonstrates both
understanding and application of the associated risk management elements.
Multiengine Considerations
On multiengine practical tests, where the failure of the most critical engine after liftoff is required, the evaluator
must consider local atmospheric conditions, terrain, and type of aircraft used. The evaluator must not simulate
failure of an engine until attaining at least VSSE/VXSE/VYSE and an altitude not lower than 400 feet AGL.
The applicant must supply an airplane that does not prohibit the demonstration of feathering the propeller in flight
unless the conditions below for a type rating are met. For multiengine practical tests conducted in the airplane, the
evaluator will set zero thrust after the applicant has simulated feathering the propeller following a simulated
engine failure. The applicant must demonstrate feathering one propeller in flight unless the manufacturer prohibits
this action. Practical tests conducted in a flight simulation training device (FSTD) can only be accomplished as
part of an approved curriculum or training program. Any limitations or powerplant failure will be noted in that
program.
In a multiengine airplane or FSTD equipped with propellers (including turboprop), the applicant must demonstrate
feathering one propeller and engine shutdown unless:
•
•

the practical test is for a type rating, and
the airplane used for the practical test was not certificated with inflight unfeathering capability.

In this situation, the applicant may perform a simulated powerplant failure. In all other cases, the applicant must
demonstrate the ability to safely feather and unfeather the propeller while airborne.
For safety reasons, when the practical test is conducted in an airplane, the applicant must perform Tasks that
require feathering or shutdown only under conditions and at a position and altitude where it is possible to make a
safe landing on an established airport if there is difficulty in unfeathering the propeller or restarting the engine.
The evaluator must select an entry altitude that will allow the single-engine demonstration Tasks to be completed
no lower than 3,000 feet AGL or the manufacturer’s recommended altitude, whichever is higher). If it is not
possible to unfeather the propeller or restart the engine while airborne, the applicant and the evaluator should
treat the situation as an emergency. At altitudes lower than 3,000 feet AGL, engine failure should be simulated by
reducing throttle to idle and then establishing zero thrust.
Practical tests conducted in an FSTD can only be accomplished as part of an approved curriculum or training
program. Any limitations on powerplant failure will be noted in that program.
Engine failure (simulated) during takeoff should be accomplished prior to reaching 50 percent of the calculated
VMC.
Single-Engine Considerations
For safety reasons, the evaluator will not request a simulated powerplant failure in a single-engine airplane unless
it is possible to safely complete a landing.
High Performance Aircraft Considerations
In some high performance airplanes, the power setting may have to be reduced below the ACS guidelines power
setting to prevent excessively high pitch attitudes greater than 30° nose up.
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Appendix 7: Aircraft, Equipment, and Operational Requirements & Limitations
Aircraft Requirements & Limitations
14 CFR part 61, section 61.45 prescribes the required aircraft and equipment for a practical test. The regulation
states the minimum aircraft registration and airworthiness requirements as well as the minimum equipment
requirements, to include the minimum required controls.
Multiengine practical tests require normal engine shutdowns and restarts in the air, to include propeller feathering
and unfeathering. The Airplane Flight Manual (AFM) must not prohibit these procedures, but low power settings
for cooling periods prior to the actual shutdown in accordance with the AFM are acceptable and encouraged. For
a type rating in an airplane not certificated with inflight unfeathering capability, a simulated powerplant failure is
acceptable.
If the multiengine airplane used for the practical test does not publish a VMC, then the “Limited to Centerline
Thrust” limitation will be added to the certificate issued from this check, unless the applicant has already
demonstrated competence in a multiengine airplane with a published VMC.
If the aircraft presented for the practical test has inoperative instruments or equipment, it must be addressed in
accordance with 14 CFR part 91, section 91.213. If the aircraft can be operated in accordance with 14 CFR part
91, section 91.213, then it must be determined if the inoperative instruments or equipment are required to
complete the practical test.
Equipment Requirements & Limitations
The equipment examination should be administered before the flight portion of the practical test, but it must be
closely coordinated and related to the flight portion.
This section requires the aircraft must be:
•
•
•

Of U.S., foreign, or military registry of the same category, class and type, if applicable, for the certificate
and/or rating for which the applicant is applying.
The aircraft must have fully functional dual controls, except as provided for in 14 CFR part 61, section,
61.45 (c) and (e); and
Capable of performing all Areas of Operation appropriate to the rating sought and have no operating
limitations, which prohibit its use in any of the Area of Operation, required for the practical test.

To assist in management of the aircraft during the practical test, the applicant is expected to demonstrate
automation management skills by utilizing installed, available, or airborne equipment such as autopilot, avionics
and systems displays, and/or flight management system (FMS). The evaluator is expected to test the applicant’s
knowledge of the systems that are installed and operative during both the ground and flight portions of the
practical test.
If the practical test is conducted in an aircraft, the applicant is required by 14 CFR part 61, section 61.45(d)(2) to
provide an appropriate view limiting device acceptable to the evaluator. The applicant and the evaluator should
establish a procedure as to when and how this device should be donned and removed, and brief this procedure
before the flight. The device must be used during all testing that requires flight “solely by reference to
instruments.” This device must prevent the applicant from having visual reference outside the aircraft, but it must
not restrict the evaluator’s ability to see and avoid other traffic.
Operational Requirements, Limitations, & Task Information
V. Performance and Ground Reference Maneuvers
Task B. Ground Reference Maneuvers
As noted in the skill elements, the evaluator must choose at least one maneuver for the applicant to demonstrate:
•
•
•

Rectangular course
S-Turns
Turns around a point
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VII. Slow Flight and Stalls
Task A. Maneuvering During Slow Flight
Evaluation criteria for this Task should recognize that environmental factors (e.g., turbulence) may result in a
momentary activation of stall warning indicators such as the stall horn. If the applicant recognizes the stall
warning indication and promptly makes an appropriate correction, a momentary activation does not constitute
unsatisfactory performance on this Task. As with other Tasks, unsatisfactory performance would arise from an
applicant’s continual deviation from the standard, lack of correction, and/or lack of recognition.
Task B. Power-Off Stalls
Evaluation criteria for a recovery from an approach to stall should not mandate a predetermined value for altitude
loss and should not mandate maintaining altitude during recovery. Proper evaluation criteria should consider the
multitude of external and internal variables which affect the recovery altitude.
Task C. Power-On Stalls
In some high performance airplanes, the power setting may have to be reduced below the ACS guidelines power
setting to prevent excessively high pitch attitudes greater than 30° nose up. Evaluation criteria for a recovery from
an approach to stall should not mandate a predetermined value for altitude loss and should not mandate
maintaining altitude during recovery. Proper evaluation criteria should consider the multitude of external and
internal variables which affect the recovery altitude.
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