A330                                                                                   2013 – 2014 Systems and Procedures Validation Q&A
_____________________________________________________________________________________

	Systems and Procedures Validation Q & A

AIRBUS A330

May 1, 2013 to April 30, 2014

	Updated : 03/19/2014 (RC1)

	Send corrections / comments to:

Bob Sanford, E-mail: busdriver@hky.com


Preflight.

1. Arrive at the aircraft with sufficient time to accomplish the crew verification procedure, conduct the crew briefing and accomplish the flightdeck section of the aircraft search checklist. For domestic operations, arrive at least  40  minutes prior to scheduled departure time.

Reference: FOM 2.2.1

· Domestic - Arrive at least 40 minutes prior to scheduled departure time.

· International **see note below*** - Arrive at least 50 minutes (45 minutes for PHX-based pilots) prior to scheduled departure time.

*** NOTE *** - Per 4 March 2013 CBS - With the new FA contract, new boarding times are:

Transatlantic, South America, TLV                           

50 minutes
Caribbean, Mexico, BDA, Central America, Hawaii             
45 minutes

Domestic:  Including Alaska, Canada, Bahamas

     AC configured below 165 pax                            

30 minutes

     AC configured above 165 pax                            

35 minutes
2. If a flow or checklist is preceded by the diamond symbol (◆), that item is accomplished only on the first flight of the day (i.e., the first flight entered into the FDML under the current day using local time).

Reference: PH 2.2.4 and SOPs 1.2
5 Items - Captain: Full Alignment, Fire Test, Batteries, Alternate Brakes, F/O: Flight Deck Door 

3. To easily identify when an additional MEL is required, or may be required, a Reverse Header Alert at the top of the MEL page alerts the crew.

Reference: FOM Bulletin 14-12 UPDATED REFERENCE FOM 8.4.2.
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4. The aircraft is certified for an engine-out CAT IIIA Single approach (fail passive) and autoland provided engine-out procedures are completed prior to 1,000 feet AFE.

Reference: PH 1.10.2 and Bulletin 17-12.
Note - The currently published CAT III minimums (i.e., CAT IIIA, CAT IIIB, CAT IIIC) on approach charts are being consolidated into one CAT III minimum (i.e., CAT III).

5. What are the four mandatory captain's crewmember briefing items?

Reference: PH 2a.1.3

The briefing sets the tone for a positive working environment and as a minimum consists of introducing the crew and ensuring open communications regarding the operation.

The mandatory briefing items are:

· Statement of captain’s focus on safety

· Stress open communications (e.g., encourage flight attendants to come forward with any safety concerns)

· Necessary items from the Flight Operations Update (when required).

· Open deferrals on the Cabin Book Deferred Items List

Note - If the briefing is not accomplished at the aircraft, then discuss the open deferrals when reviewing the Cabin Book.

Consider including the following optional items:

· Cabin-to-flightdeck communications

· Flightdeck entry/exit procedures

· Pilot announcement issues

· Request flight attendants inform the captain promptly of items that should be entered into the FDML (e.g., cabin maintenance, seatback phones, etc.)

· Any other considerations the captain deems necessary
UPDATED QUESTION:  
5. During the Safety & Power On Checklist, if battery voltage < 25.5V, a charging cycle of _20 minutes_ minutes is required.

Reference: PH 2a.2.1
If battery voltage < 25.5V:

• A charging cycle of 20 minutes is required

• Continue checklist and establish electrical power
6. The Configuration Deviation List (CDL) program allows for the dispatch of an aircraft with certain parts that may be missing providing performance limitations are followed.

Reference: FOM 8.4.1

7. During the Safety & Power On Checklist, before starting the APU, ensure an APU FIRE TEST is accomplished.

Reference: PH 2a.2.2
Before starting the APU, ensure an APU FIRE TEST is accomplished (see paragraph 2a.7.3, "Expanded Flow", “APU FIRE Panel” flow item).

8. MEL/CDL changes made to the electronic version that have not been made to the paper aircraft version are identified as temporary MELs/CDLs until the manual is republished; they are identified on the Flight Release by an *T following the MEL item number.

Reference: FOM 8.4.4 / FOM 12.6
Temporary MELs/CDLs are identified on the Flight Release by an “*T” following the MEL item number.

Procedure - Contact controlling dispatcher for a verbal description, hard copy, or ACARS (if desired) of the MEL/CDL change(s).
9. The Flightdeck Preparation Flow should be accomplished on the first flight of the day, after a crew change or prior to an oceanic flight. This flow should also be accomplished after maintenance has been performed in the flightdeck, or if the flightdeck has been left unattended and not in view of a pilot crewmember. Reference: PH 2a.6.1 and 2a.7.2 and 2a.8.2 UPDATED: CHANGE “an oceanic flight” to “flights further than 162 NM from the nearest shoreline.”
Accomplish on the first flight of the day, after a crew change, prior to an oceanic flight, after maintenance has been performed in the flightdeck, or when the flightdeck has been left unattended and not in view of a pilot crewmember.  Start early enough to ensure all equipment is operating properly and to allow maintenance sufficient time to correct any irregularities.

10. Flight Attendants are responsible for reporting all cabin discrepancies not previously recorded to the flightdeck. The FA will complete a Cabin Discrepancy Worksheet located in the Cabin Book.

Reference: FOM 8.5.2-8.5.4
The Cabin Book is located in the forward cabin galley or closet and contains:

— the Non-Essential Equipment and Furnishings List (NEFL)

— the aircraft-specific Deferred Items List of NEF items previously recorded and deferred

— a pad of Cabin Discrepancy Worksheets used by the F/As as a communication tool to report a cabin Discrepancy to the flightdeck 

— additional aircraft-specific items such as noise information and Mexican insurance documents that may be required for international operations.
Captain - Upon receiving a Cabin Discrepancy Worksheet:

— check if the discrepancy is currently on MEL

— check if the discrepancy has been NEF deferred in the FDML by Maintenance after the most recent “Aircraft Certified Airworthy” signoff (will not yet appear on the Deferred Items List)

— write-up all new cabin discrepancies in the FDML

• Multiple similar discrepancies (e.g., multiple inoperative reading lights) can be recorded on the same FDML page as long as the locations are documented. Different discrepancies (e.g., reading light and a broken window shade) must be entered into separate FDML pages.

— report the discrepancy to maintenance (if enroute, use the Early Alert function in ACARS. See FOM 2.4.3 Mechanical Discrepancies In-Flight, Early Alert)

— discard the worksheet
11. An Extended Onboard Delay is any delay of 30 minutes or more. At this 30-minute mark, DOT passenger protection regulations are enforced. The DOT clock starts at the time when passengers no longer know they have the ability to deplane.
Reference: FOM 2.2.17 Note - Although a quote, the question appears structured for departure delays.
For a departure delay, the DOT clock starts at door closure (OUT) as long as passengers were notified every 30 minutes of the ability to deplane with the door open past departure time. The DOT clock will continue to run until the aircraft either takes off or until passengers have ability to deplane and are notified.

For an arrival delay, the DOT clock starts upon touchdown and continues to run until passengers are notified they have ability to deplane, whether at the gate or a remote parking area.
12. (True or False) When a request is made to reopen a cabin door prior to departure, all doors will be disarmed.

Reference: FOM 2.2.10
Gate agents, caterers, A/C cleaners, pilots, or mechanics may request a cabin door be reopened (e.g., for late arriving passengers, missing paperwork, catering supplies, maintenance, etc.).  When a request is made to reopen a door, the A-FA will notify the captain, who will advise if it is safe to do so. All doors will be disarmed.
13. Referring to the SPAR matrix, are crews allowed to use Standard Thrust (FLEX) on a contaminated runway?  No.
Reference: PH 5.4 SPAR Matrix
Contaminated Runway: A runway is contaminated when more than 1/8 inch of standing water, snow, or slush is present, or when ice is covering more than 25% of the runway within the width being used.
14. The crew will receive a “Weight Restricted” warning on the TPS Departure Plan when the flight is planned within 500 pounds of the restricted takeoff weight. The Captain must notify the controlling dispatcher if actual fuel on board exceeds gate release fuel by any amount and will not depart the gate until receiving the final W&B data.

Reference: FOM 6.1.6 and PH 5.5.3
Whenever the Takeoff Performance System Departure Plan indicates a “Weight Restricted Flight” or “CG Critical Flight”, a “W&B Gate Hold” is in effect.

Procedure.

1. The captain will notify the controlling dispatcher if actual fuel on board exceeds gate release fuel by any amount.

2. The captain will not depart the gate until receiving the final W&B data.

3. Upon receipt of final W&B data, the captain informs the station agent and requests the jetway be removed.
15. Flightdeck jumpseat occupant's carry-on baggage must be secured using restraining straps. If bags cannot be secured using restraining straps:

a. Gate agents will gate valet check the bags for US Airways mainline pilots and US Airways Express pilots

b. Non mainline jumpseat occupants will have their bags checked at the gate for pickup in baggage claim

c. All jumpseat occupants will have their bags checked at the gate for pickup in baggage claim

d. a and b

Reference: FOM 9.2.1

· Gate Valet Check Bags: Gate agents will gate valet check the bags for US Airways mainline pilots and US Airways Express pilots who occupy the flightdeck jumpseat on mainline flights if bags cannot be secured using restraining straps.

· Check Bags at Gate for Pick-up in Baggage Claim: All other jumpseat occupants will have their bags checked at the gate for pickup in baggage claim if bags cannot be secured using restraining straps or cabin overhead storage is unavailable.
UPDATED QUESTION:  
15. Do not use the MCDU's VHF3 VOICE DIRECTORY and COMPANY CALL pages to tune VHF3 in voice mode. Only use _ RMP3_ to tune VHF3 in voice mode.

Reference: PH 1.11.7

16. A Weight Restricted Flight warning is issued on the TPS Departure Plan when the flight is planned within 500 pounds of the restricted takeoff weight (e.g., runway limited, climb, certificated, etc.). The captain;
a. will not depart the gate until receiving the final W&B data

b. may depart the gate without receiving the final W&B data

c. must contact the controlling dispatcher immediately.

d. b and c

Reference: FOM 6.1.6 and PH 5.5.3
Procedure.

1. The captain will notify the controlling dispatcher if actual fuel on board exceeds gate release fuel by any amount.

2. The captain will not depart the gate until receiving the final W&B data.

3. Upon receipt of final W&B data, the captain informs the station agent and requests the jetway be removed.
17. (Yes or No) During the captain's crew briefing at trip origination is it required to discuss any open items in the Cabin Book Deferred Items List?

Reference: FOM 8.5.3 and PH 2a.1.3.  Poor Question because of "Note - If the briefing is not accomplished at the aircraft, then discuss the open deferrals when reviewing the Cabin Book." 
Discuss any open deferrals on the Deferred Items List during the crew briefing. Preflight the Cabin Book and the FDML in accordance with PH procedures (first flight of the day, after a crew change, or prior to an oceanic flight)…

The mandatory briefing items are:

· Statement of captain’s focus on safety

· Stress open communications (e.g., encourage flight attendants to come forward with any safety concerns)

· Necessary items from the Flight Operations Update (when required).

· Open deferrals on the Cabin Book Deferred Items List

Note - If the briefing is not accomplished at the aircraft, then discuss the open deferrals when reviewing the Cabin Book.

18. A pilot must present any FAA-issued certificate, authorization, or license upon request to the FAA or any of the following:

a. authorized representative of the NTSB

b. federal, state, or local law enforcement officer

c. authorized representative of the TSA

d. a and b

e. all of the above

Reference: FOM 13.3.5 UPDATED REFERENCE:  FM 3.2.4
19. (True or False) For flights beyond 50 NM from the nearest shoreline, the flightdeck crew must notify the flight attendants during the Cabin Crew Leg Brief that the flight will require a life vest demonstration.

Reference: FOM 1.4.4 and PH 2b.5.1 Poor Question since reference involved only Domestic non-oceanic operations
For flights beyond 50 NM from the nearest shoreline, notify the flight attendants during the Cabin Crew Leg Brief that the flight will require a life vest demonstration.
Cabin Crew Leg Brief - The captain will brief the “A” Flight Attendant on the following (when applicable):

— explanation of flight conditions (e.g., weather, turbulence, etc.)

— MELs affecting cabin

— short taxi

— enroute time

— any known delays

— life vest demonstration required if the route is beyond 50 NM from shore

Use the TPS at the end of the 100 SPV questions to answer the next five questions. (shown below)
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20. The actual altimeter setting must be > to 30.02 for the TPS to be valid.

Reference: PH 5.5.4
Altimeter setting (Actual altimeter setting must be ≥ to this number minus 0.1.)
21. Actual OAT must be < to _77F/25C_  if Thrust/V-Speed data is used with MAX in the AT column.

Reference: PH 5.5.4

22. The MTOW Suffix for takeoff on runway 15R indicates the MTOW is based on _maximum landing weight_ + _fuel burn. 

Reference: PH 5.5.6 

	MTOW Suffix

	Suffix
	Explanation

	A
	Load agent has adjusted MTOW for headwind/tailwind or APU ON performance is required

	D
	Dispatcher has adjusted MTOW due to runway condition or MEL/CDL

	E
	Dispatcher has adjusted MTOW due to enroute considerations (e.g., driftdown, etc.)

	L
	MTOW is based on maximum landing weight + fuel burn

	S
	MTOW is based on structural weight limit

	T
	MTOW is based on climb or runway limited takeoff weight

	X
	MTOW required improved performance (may be preempted by “S” or “L”)


23. The runway/flap-specific engine out minimum level off altitude displayed as MSL for runway 27L is _1095_ feet. 

Reference: PH 5.5.8 

Runway/flap-specific engine out minimum level off altitude displayed as MSL.
24. The fuel suffix “A” in the Weight and Balance Data Section indicates the source of data for the fuel is _ actual fuel on board reported by flight crew. 

Reference: PH 5.5.10 

Fuel suffix indicating source of data:

· P - planned fuel from the Load Planning System

· A - actual fuel on board reported by flight crew
Start.

25. Approximately 15 minutes prior to departure and after Route Verification is completed, _Start the APU (if not already running)_ before accomplishing the Before Start Flow. 

Reference: PH SOPs.3 

UPDATED QUESTION:  
25. Approximately 10 minutes prior to departure and after Route Verification is completed, __Start the APU (if not already running)__ before accomplishing the Before Start Flow.

Reference: PH SOPs.3
26. The Before Pushback Flow is used to prepare for pushback and starting the engines. The triggers for the Pushback Flow are _receiving the cabin ready notification_ and _all doors are closed and armed_. 

Reference: PH 2b.6.2 

27. The Before Start Checklist states “PARK BRK….ON, Checked”. The Pilot Handbook requires the captain to reference the _brake triple indicator_ whenever the PARK BRK is set ON or OFF. 

Reference: PH 2b.9.1, 2h.8, but best reference 2.5.17 
Check the brake triple indicator to confirm that all indications are normal for brakes ON (i.e., pressure indicated on both brakes and the accumulator.)
The captain will reference the triple indicator whenever the PARK BRK is set ON or OFF.

· ON: Accumulator in the green band. Brake pressure is applied to both left and right brakes.

· OFF: Brake pressure is released on both left and right brakes.
28. Operate engines for at least _5_ minutes prior to applying takeoff thrust to allow engine temperature to stabilize. The warm-up can be reduced to a minimum of _3_ minutes (workload permitting) if an engine has been shutdown for _one and a half_ hours or less. 

Reference: PH 2b.11.5

29. If an amber FAULT light appears in the ENG 1 (2) ANTI ICE pb, this would be an indication the position of the anti-icing valve disagrees with ENG 1 (2) pb selection.

Reference: TM 13.2.1
Amber light illuminates and caution message appears on ECAM if position of anti-icing valve disagrees with ENG 1 (2) pb selection.
30. A supplemental procedure is a procedure used in lieu of a normal procedure in certain circumstances. Pilots may accomplish the supplemental procedure from memory, by reviewing the procedure prior to its accomplishment, or _by reading the procedure during its accomplishment_. 

Reference: PH 4.1.1
Pilots may accomplish the supplemental procedure

· from memory,

· by reviewing the procedure prior to its accomplishment, or

· by reading the procedure during its accomplishment.

Supplemental procedures are located in PH, Chapter 4, and are arranged by aircraft systems.
31. (True or False) On the ground after departing the gate, a cell phone may be used for operations only if the aircraft is stopped and the parking brake set. 

Reference: FOM 2.2.12 UPDATED REFERENCE:  FM 5.1.12
Ensure all cell phone(s) and/or PEDs on the flightdeck are turned off and stowed prior to pushback (including any jumpseat riders). On the ground after departing the gate, a cell phone may be used for operations only if the aircraft is stopped and the parking brake set. After its use, ensure the cell phone is off/stowed prior to releasing the brakes.
Taxi.

32. Do not attempt a 180° turn on a surface less than 200 feet wide.

Reference: PH 2c.3.8

33. For a mechanical discrepancy after dispatch before takeoff, if the discrepancy is associated with an ECAM Message, the crew must refer to the ECAM/MEL _Cross Reference Appendix_ to determine if “NO DISPATCH” or “NO TAKEOFF” appears in the DISPATCH CONDITION column. 

Reference: PH 2.c.1.1
	Discrepancy – After Dispatch Before Takeoff

	Step
	Action

	1
	Refer to MEL:

If discrepancy is associated with an ECAM Message:

· Refer to ECAM/MEL Cross Reference Appendix, located at the front of the MEL.

· Does “NO DISPATCH” or “NO TAKEOFF” appear in the DISPATCH CONDITION column for the applicable ECAM warning?

· If no, refer to the referenced MEL and go to Step 2

· If yes, go to Step 3

If discrepancy is not associated with an ECAM Message:

· Refer to the MEL and go to Step 2

	2
	Can the MEL be placarded by the flight crew (i.e., a “Y” in the MEL “Flight Crew May Placard” column) and the flight be safely executed?

· If no, go to Step 3

· If yes, go to Step 4

	3
	Return for maintenance action.

· Enter the discrepancy in the FDML.

· Obtain a new/amended Flight Release, if appropriate.

	4
	Contact the controlling dispatcher via voice communications (e.g., direct dial, phone patch, etc.) to establish a conference with MOC.

· Comply with MEL procedures prior to takeoff and enter the discrepancy in the FDML. Placard the aircraft per MOC in accordance with Crew Placarding procedures (see MEL Introduction section and in FOM section 8.6 paragraph titled Maintenance Release After Unscheduled Maintenance)

· obtain an amended release (note - continued on next page)
· obtain new weight and balance if MEL affects takeoff or landing performance

If not possible, go to Step 3.


34. (True or False) While taxiing for takeoff in an A330-300, you get a F/CTL PRIM 1 FAULT ECAM. The F/O should immediately perform the ECAM action.

Reference: QRH ECAM Exception
UPDATED QUESTION

34. It is procedure to use a D2 climb whenever possible when operating the A330-200. This may be entered in the MCDU during _ preflight_ or anytime during the CLB phase.

Reference: PH 2e.3.2
Procedure.

1. Use D2 whenever possible. This may be entered in the MCDU during preflight or any time during the CLB phase.

2. Revert to D1 or completely remove derate climb if the rate of climb decreases below 500 feet per minute or when required to:

· meet a published or ATC-assigned altitude constraint

· expedite a climb for traffic or weather/turbulence avoidance

· reach the oceanic crossing altitude before the oceanic entry point.

3. Re-enter D2 when D1 or MCL is no longer required.

Note - Derate climb does not change the maximum altitude attainable as it gradually phases out between 31,000 to 36,000 feet.
35. Before crossing an intersecting runway, scan the full length of the runway for potential conflicts and verbalize “clear left, clear right”.

Reference: PH 2c.2.3
Before crossing an intersecting runway:

· Scan the full length of the runway for potential conflicts and verbalize “clear left, clear right”.

· Ensure red runway entrance lights (RELs), if installed, are not illuminated. If they are illuminated, do not cross the hold short line and advise ATC.

· Illuminate both the taxi and landing lights during low visibility and night operations. All lighting that will increase the visibility of the aircraft must be illuminated.
Prior to crossing the hold short line:

· Verify assigned runway by whatever means available.

· Monitor TCAS display for approaching traffic, if able.

· Scan any short final area(s) and runway(s) for potential conflicts and verbalize “clear left, clear right”.

· If red runway entrance lights (RELs) are installed, ensure they are not illuminated. If they are illuminated, do not cross the hold short line and advise ATC.

When cleared onto the runway:

· At night, turn on lights (except for landing lights) that highlight the aircraft’s silhouette.

· During low visibility operations at SMGCS approved airports precisely follow green lead-on lights and low visibility markings.

When on the runway:

· During low visibility and night operations slightly offset the aircraft from runway centerline to avoid blending in with the runway lights.

· If holding in position for more than 90 seconds, or upon seeing a potential conflict, contact ATC.

When cleared for takeoff:

· Illuminate landing lights

· Ensure red takeoff hold lights (THLs) are not illuminated. If they are illuminated, do not takeoff and advise ATC.
36. If takeoff is to be from an intersection, enter takeoff SHIFT distance.

Reference: PH 2c.3.10.  Poor question since TM 5.4.2, page 5-102, says:  TO SHIFT (2R) (Option Program Configuration not used for US Airways operations)
Refer to the TPS or request from ATC the runway remaining distance from the intersection.

37. For acceptable RVSM altimeter tolerances, ground check PFD 1 and PFD 2 with a known airport altitude within +/- _75_ feet and altitude tolerance between PFD 1 and PFD 2 within _20_ feet. 

Reference: PH 1.16.1 

· Ground check PFD 1 and 2 with a known airport altitude ± 75 feet

· Altitude tolerance between PFD 1 and 2 within 20 feet

Note: If the altimeters are not within ±75 feet, it is acceptable to check the altimeter accuracy at a known elevation point on the airport (i.e., runway end elevation). If the altimeters do not read within ±75 feet, or do not agree with each other within 20 feet, maintenance action is required.

The maximum allowable in-flight difference between captain and first officer PFD altitude displays for RVSM operations is 200 feet.
38. Once the aircraft departs the gate, a pilot will report via ACARS, any changes in flight status to the controlling dispatcher. Because the projected OFF time is communicated to the FAA's ATC- sequencing system, inputting a departure delay greater than _30_ minutes can have a negative effect on the aircraft's ATC slot sequencing. For a departure delay, the crew will input remaining time to OFF value into ACARS up to but not exceeding an entry of _30_ minutes. ACARS will prompt for an update every 15 to 20 minutes. 

a. 10, 10 

b. 15, 15 

c. 30, 30 

d. 40, 40 

Reference: FOM 1.7.4

39. An extended onboard delay is any delay of _30_ minutes or more. In addition, for any on-aircraft delay, flight attendants and passengers should be kept informed of status approximately every _15_ minutes. 

a. 20, 20 

b. 30, 15 

c. 40, 45 

d. 60, 30 

Reference: FOM 2.2.16 UPDATED REFERENCE: FM 2.2.17
Takeoff.

40. All takeoffs performed by US Airways crews meet noise abatement criteria. These takeoffs are either “distant” or “close-in”. For “distant”, climb thrust is selected and acceleration is initiated at _1000_ feet AFE. For “close-in”, climb thrust is selected at _1500_ feet AFE and acceleration is initiated at _3000_ feet AFE. 

Reference: PH 2d.1.1

Normally this is automatically triggered in accordance with the THR RED and ACC values entered in the PERF Takeoff page.

Distant - Crews will perform a “distant” takeoff for a domestic airport and/or when the Airport Advisory page states the “distant” procedure is to be used.
Close-In - Crews will perform a “close-in” takeoff from an international airport and/or when the Airport Advisory page states the “close-in” procedure is to be used.
41. In the event of a trim tank forward transfer pump failure, do not select the trim tank forward when the pitch attitude is above  3  degrees to avoid inadvertent fuel aft transfer.

Reference: PH 1.6.4

42. The maximum 90° crosswind component for takeoff and landing is 29/G32 knots.
Reference: PH 1.3.1 
UPDATED QUESTION

42. The maximum crosswind for takeoff and landing is _29/G32 knots _.

Reference: PH 1.3.1
Maximum crosswind values have been demonstrated with flight controls in normal law as well as direct law with and without yaw damper.
43. Both outboard ailerons are normally controlled by PRIM 3; the left and right inboard ailerons are normally controlled by  PRIM 2 and PRIM 1  respectively.

Reference: TM 9.1.3
Each outboard aileron is powered by the green and yellow hydraulic systems; each inboard aileron is powered by the green and blue hydraulic systems. Each aileron has two actuators (one active and the other in damping mode). If the operating actuator fails, the inactive actuator becomes active to maintain aileron control. The ailerons droop when the flaps are extended.

At high speed (in CONF 0), the outboard ailerons are controlled to zero deflection. This occurs above 190 knots, unless in autopilot mode or in the case of some failures, where it occurs above 300 knots.
44. The main factors that result in tail strikes during takeoff are _____________, _____________, ______________, or some combination of the three.

Reference: PH 2d.3.1 POOR QUESTION - no reference on the A330
FROM the AB-320 PH:

Early rotation can occur:

· If using a flap setting that is inconsistent with the computed VR,

· If attempting to avoid birds or obstacles, or

· When applying the recommended windshear technique with less than 2000 feet of runway remaining.

To avoid a tail strike as a result of early rotation, do not begin to rotate prior to the PM’s “Rotate” callout. Over-rotation and excessive pitch are usually associated with engine out procedures, dual inputs from both pilots, the aircraft being out of trim, or the aircraft being loaded improperly. To ensure the aircraft arrives at the proper pitch attitude without exceeding the margin of error, rotate the aircraft at a normal rotation rate of 3° of pitch per second. This rotation rate will result in the aircraft arriving at the flight director commanded pitch attitude of 15°-18° in 5-6 seconds.
UPDATED QUESTION:  
44. At VR, initiate the rotation to achieve a continuous rotation with a rate of about 3° per second toward a pitch attitude of _ 15°_.

Reference: PH 2d.3.1
At VR, initiate the rotation to achieve a continuous rotation with a rate of about 3° per second toward a pitch attitude of 15°. Minimize lateral inputs on the ground and during rotation, to avoid spoiler extension. After lift-off, follow the SRS pitch command bar. Once a positive  rate of climb has been established, the PM states “Positive Rate,” and the PF commands, “Gear Up.”
45. During initial climb, with all engines operating, adjust the pitch attitude to follow the F/D commands. Engage the autopilot by _500_ feet AGL for all RNAV departures.
Reference: PH 2d.3.2

46. The last waypoint that is common to both the SID and the associated EOSID is known as the _diversion waypoint_. After this point, the courses for the SID and the EOSID begin to diverge. 

Reference: PH 2d.8.11 

This waypoint may be a fixed waypoint or a pseudo waypoint. After this point, the courses for the SID and the EOSID begin to diverge. If an engine failure is detected by the FMGS and the aircraft has not yet reached the diversion waypoint, the EOSID will be displayed on the MCDU F-PLN page as a temporary flight plan and may then be inserted into the primary flight plan. If an engine failure is detected after the aircraft has passed the diversion waypoint, or the Temp FPLN is not inserted prior to this point, the EOSID will not be available to insert into the primary flight plan, however, the ND will display the EOSID as a yellow, dashed path that may be used for orientation.
Cruise.

47. Engine anti-ice must be on during all ground and flight operations when icing conditions exist or are anticipated, except during climb and cruise when the temperature is below _-40_ °C SAT. 

Reference: PH 1.5.2 

Definition of Icing Conditions:

· OAT (on the ground and for takeoff) or TAT (inflight) is 10 °C or below, and

· visible moisture in any form is present such as clouds, fog with visibility of one mile or less, rain, snow, sleet and ice crystals, or

· when operating on ramps, taxiways, or runways where surface snow, ice, standing water, or slush may be ingested by engines, freeze on engines, nacelles, or engine sensor probes
48. During a RVSM Flight Altimeter check, when initially established in cruise flight, at or above FL290, crosscheck each PFD altimeter and the standby altimeter. Record the results for use in contingency situations. The two (2) PFD altimeters must agree within 200  feet at all times within RVSM airspace.

Reference: PH 2e.8.1

49. When above FL250, the pilot at the controls shall don an O2 mask when the other pilot at the controls leaves his seat.  All pilots shall don their O2 masks with cabin altitude above 10,000 feet.

Reference: PH 2e.8.2

50. Pressing the EMERGENCY pressure selector on the Crew Oxygen Mask creates an overpressure which eliminates condensation and prevents smoke, smell or ashes from entering the mask. Overpressure supply is started automatically when cabin altitude exceeds _30,000_ feet. 
Reference: TM 16.2.1

51. When making autoflight systems inputs (FMS or FCU), crews should _Confirm_, _Activate_, _Monitor_ and _Intervene_ if necessary. 

Reference: PH 2.9.3 

When making autoflight systems inputs:

· Confirm FMS inputs with the other pilot when airborne.

· Activate the input.

· Monitor mode annunciations to ensure autoflight system performs as desired, and

· Intervene if necessary.
52. Periodic system checks are required throughout the flight. One recommended method is to perform a HEFOE (Hydraulic, Electric, Fuel, Oxygen, Engine) check approximately _every hour_ at or abeam the closest flight plan waypoint. 

Reference: PH 2e.8.3 

	Page
	Check

	HYD
	Quantity and pressure

· Fluid contraction during cold soak can be expected. A slight increase in quantity is normal.

· Following landing gear retraction, green system quantity is lower than on the ground.

	ELEC
	Parameters, GEN loads

	FUEL
	Fuel quantity, temperature1, and distribution

	DOORS
	Oxygen pressure

	ENG
	Oil pressure and temperature


1Fuel temperature is ECAM monitored. Periodic checks not required.
53. The Cargo Smoke DISCH pb is listed as a “Confirm” item under the Non-Normal methodology. _______ extinguisher bottle supplies _______ nozzle in the forward compartment and _________ nozzles in the aft compartment.

Reference: PH 9.1.5 / TM 8.1.4  POOR QUESTION - maybe written for A320 series
Confirm items in flight include thrust levers, engine masters, engine fire pbs, cargo smoke DISCH pbs, IR pbs/selectors, and/or IDGs. The passenger door disarming lever is a confirm item on the ground. QRH Confirm items have “Confirm” printed between the challenge and response while ECAM Confirm items do not.
Two extinguisher bottles discharge through either the nozzles in the forward compartment, or through the nozzles in the aft and bulk compartments, depending on whether the FWD or AFT AGENT pb is pressed. The agents are both activated with single press of the applicable AGENT pb. Bottle 1 discharges immediately, all at once. The discharge of cartridge bottle 2 comprises a flow metering system, so the fire extinguishing agent is discharged slowly into the compartment to ensure sufficient agent concentration for 240 minutes.
UPDATED QUESTION

53. The Cargo Smoke DISCH pb is listed as a "_Confirm item_" item under the Non-Normal methodology. __Two__ extinguisher bottles discharge through either the nozzles in the forward compartment or through the nozzles in the aft and bulk compartments.

Reference: PH 9.1.5 / TM 8.1.4

54. Make an INFO-ONLY discrepancy entry in the FDML for intermittent/temporary malfunctions that have been corrected. If the malfunction has been previously written up in the FDML _two or more times_ (excluding this occurrence) in the past _10_ days, do not add “INFO-ONLY” to the discrepancy section, and contact MOC. 

Reference: FOM 8.3.5 

Make an INFO-ONLY discrepancy entry for:

· items that need to be relayed to maintenance but are not discrepancies (e.g., no de/anti-icing worksheets on aircraft)

· intermittent/temporary malfunctions that have been corrected (e.g., malfunction indication that clears by itself or through pilot action).
Start the discrepancy with the text, “INFO-ONLY.” Example: INFO-ONLY - no de/anti-icing worksheets on aircraft.

A corrective action must be completed prior to the next dispatch. If at a non-maintenance base, contact MOC through the controlling dispatcher.
55. There is no requirement to correct a fuel imbalance inflight unless an _ECAM fuel advisory_ is displayed. 
Reference: PH 4.3.4
There is no requirement to correct an imbalance, unless an ECAM fuel advisory is displayed.

56. When accomplishing non-normal procedures, the PF calls for the “QRH procedure” in case of an ECAM Exception or Non-Normal procedure that is not indicated by ECAM. The PF calls “ECAM Action” in case of ECAM procedures that are not ECAM Exceptions. 

Reference: PH 9.1.4 
Note: See expanded discussion in Simulator Callouts and Briefing Guide on www.airbusdriver.net .
57. Depressurization routes are designed to give pilots lateral and vertical guidance in the event a rapid descent is required over areas of critical terrain. These routes are published on _critical terrain orientation_ charts located in the route manual for preflight planning as well as loaded into the FMS.
Reference: FOM 1.11.3
Depressurization routes are designed to give pilots lateral and vertical guidance in the event a rapid descent is required over areas of critical terrain. These routes are published on critical terrain orientation charts for preflight planning as well as loaded into the FMS.  

Critical Terrain Orientation Charts are located in the route manuals (if applicable) behind a red Depressurization Routes tab, critical terrain orientation charts display depressurization routes over areas of critical terrain (i.e., greater than 10,000 feet).
58. Do not pull circuit breakers to deactivate an item unless directed by the _MEL_ or Maintenance Control. 

Reference: FOM 4.9.1 

On the Ground:

· Resetting Tripped CB - A circuit breaker tripped by an unknown cause may be reset as part of an approved maintenance trouble-shooting process or after maintenance determines the cause of the tripped circuit breaker and that it may be safely reset. A logbook entry is required if a circuit breaker is reset. 

· Cycling CB - A circuit breaker may be cycled when part of a written flight crew procedure or an approved maintenance trouble-shooting procedure. In addition, a circuit breaker may be cycled one time on the ground, when necessary, to assist with general trouble-shooting or as instructed by Maintenance.

· Deactivating an Item - Do not pull circuit breakers to deactivate an item unless directed by the MEL or Maintenance Control.

In Flight: 

· Resetting or Cycling A Tripped CB. Do not reset a tripped circuit breaker or cycle a circuit breaker unless consistent with an approved maintenance trouble-shooting process, written flight crew procedure, or unless the captain deems the reset/cycle necessary to safely complete the flight. A logbook entry is required if a tripped circuit breaker is reset.

Note: Make a logbook entry if a tripped circuit breaker is reset. Include the exact conditions when the circuit breaker tripped, when reset, and the results of the reset.
59. The fasten seatbelt sign shall be ON during pushback, taxi, takeoff/landing operations, and when _moderate_ or greater turbulence is anticipated. For passenger comfort and safety, the seatbelt sign shall be extinguished in flight when not required. 

a. light 

b. moderate 

c. occasional moderate 

d. severe 

Reference: FOM 1.7.10
UPDATED QUESTION

59. The F/O must have the concurrence of the __Captain_ prior to leaving the tower frequency to contact company during ground operations.

Reference: FM 11.2.2
11.2.2 ATC Communications Responsibilities

A. The Captain and F/O will normally handle all ATC communications.

B. Whenever any flight crewmember leaves or resumes monitoring the primary ATC frequency, the other crewmember(s) should be informed. Prior to leaving the primary ATC frequency, ensure the other pilot is briefed on the status of the navigational systems.

C. The F/O must have the concurrence of the Captain prior to leaving the tower frequency to contact company during ground operations.
60. When the fasten seatbelt sign is illuminated in flight, a _flightdeck_ crewmember will make an announcement instructing passengers to return to their seats and remain seated with their seat belts fastened. 

a. flightdeck 

b. cabin 

c. a or b 

Reference: FOM 1.7.10 

Inflight Fasten Seatbelt Sign:

· ON – When the fasten seatbelt sign is illuminated inflight, a flightdeck crewmember will make an announcement instructing passengers to return to their seats and remain seated with their seat belts fastened. A flight attendant may call the flightdeck via the interphone for additional information.

· OFF – When the seatbelt sign is turned off, a crewmember will make an announcement advising passengers to keep their seatbelts fastened at all times when seated.
UPDATED QUESTION

60. Use of laptop computers in the cockpit is restricted to _Electronic Flight Bag____ reference purposes only.

Reference: FM 5.1.12
5.1.12 Personal Electronic Devices

Flight Crewmembers shall not use personal portable electronic devices (PEDs), (e.g. cell phones, two-way pagers, I-pods/MP3 players, laptops, PDAs, etc.) while performing job–related duties on or around the aircraft unless directly related to those duties. Flight Crewmembers must ensure their PEDs are turned off prior to the Before Starting Engines Checklist or no later than 10 minutes prior to departure. This does not preclude operations-related cell phone use or approved iPad models within the US Airways EFB program to contact OCC, Load Control, etc. when necessary as an alternate means of communication. Captains must take precautions to ensure the cell phone use does not interfere with ground movement safety.

NOTE - Use of laptop computers in the cockpit is restricted to Electronic Flight Bag reference purposes only.
61. While in cruise flight, one crewmember requests to exit the flightdeck with three (3) or more persons on the flightdeck (e.g. jumpseat occupant, IRO, FAA, etc.). Does the flight attendant need to be notified prior to opening the door? 

a. No, with three or more crewmembers on the flightdeck there is no requirement to notify the flight attendant. 

b. Yes, if time permits notify the flight attendant via the interphone. 

c. Yes, the flight attendant must be notified via the interphone. 

d. No, as long as the proximity of the flightdeck door is clear and no passengers are present there is no requirement to notify the flight attendant. 
Reference: FOM 5.4.2

Descent.

62. (True or False) All turbojet operators must assess landing performance based on actual conditions existing at the time of arrival. This performance assessment is separate from the dispatcher's landing performance calculations at the time of dispatch. 

Reference: PH 5.10.1 

This landing distance assessment ensures sufficient landing distance, with an acceptable margin of safety,

· on the landing runway,

· in the actual conditions existing at the time of arrival, and

· with the deceleration means and aircraft configuration used.
63. When a flight reports leaving an altitude, the PF maintains a descent rate consistent with ATC requirements and fuel conservation procedures. Below 2500 feet on the radio altimeter, do not descend at a rate greater than _2000_ ft./min.
Reference: PH 2e.10.3

64. When selecting an altitude in the FCU that is below 10,000 feet, the ALT increment selector should be set to _100_.
Reference: PH 2.8.4
When selecting a new altitude in the FCU that is at or above 10,000 feet, the ALT increment selector knob may be set to 100 or 1000 at the pilot’s discretion. When selecting an altitude in the FCU that is below 10,000 feet, the ALT increment selector should be set to 100.
65. The PM's Descending Through 18,000 Feet Flow is _SEAT BELTS - ON_, _ECAM - Checked_ and 

_MCDU - Set_. 

Reference: PH 2e.14.2
· ECAM check should include memos, status, and cabin rate of descent to ensure proper aircraft pressurization.

· Ensure all applicable MCDU pages (i.e., F-PLN RAD NAV, PROG, PERF APPR, etc.) are set and reviewed for arrival. Use the default settings on the PERF GO AROUND page.
66. The Captain will direct all aspects of a diversion, including passenger handling responsibilities, once on the ground. Notify the _controlling dispatcher_ prior to diverting.
Reference: FOM 4.11.1
Early enroute communications between the captain and dispatcher are the best means of coordinating diversion requirements, and may result in problem resolution before a costly diversion. Resolution of the specific passenger, crew, and aircraft requirements should begin while the aircraft is enroute. The dispatcher can provide the captain with diversion airport preferences prior to a diversion commitment. These preferences are based on current conditions, the specific situation, available facilities, and past experience. Prior to any medical diversions, the captain will contact MedLink and the controlling dispatcher.
Diversion situations may require immediate landing. If the nature of the situation permits, the diversion airport should be chosen in the following order:

1. US Airways on-line

2. US Airways Express on-line

3. commercial

4. military

5. private

Some situations will restrict the diversion airport selection:

· some procedures require landing at the nearest suitable airport

· an engine failure on a two-engine aircraft requires landing at the nearest suitable airport in relation to time.
Unless restricted, the diversion airport should be selected based on the conditions requiring the diversion, fuel remaining, airport facilities, weather conditions, passenger handling capabilities, and crew and aircraft scheduling requirements. If the need arises too quickly, locate an off-line diversion airport which can accommodate the aircraft. Ask ATC for assistance. Controllers have charts and directories helpful in determining the best alternative. Once a decision is made, OCC will provide route and weather information, time and fuel burn to the diversion airport, as well as relay general information regarding ground handling, radio frequencies, telephone numbers, passenger support facilities, etc.
· Amended Flight Release - If the selected diversion airport is not the designated alternate on the Flight Release, an amended Flight Release is required.

· Minimum Diversion Fuel Policy - The minimum diversion fuel should not be less than the fuel burn to the diversion airport plus reserve.

· Diversion Airport Landing Minima - Upon diversion to an alternate, weather must be at or above normal landing weather minima. Alternate weather minima do not apply for landing.
67. (True or False) An adequate airport is not required to have airport rescue and firefighting (ARFF) capability. However, it must have services and facilities capable of handling the aircraft with at least one runway of sufficient length for the landing aircraft.
Reference: FOM 1.5.2
ETOPS is not required when an adequate airport is within 60 minutes (at engine-out cruise airspeed in still air).  Note - All alternates (except ETOPS alternates) use adequate airport requirements.
Approach.

68. The Predictive Windshear System (PWS) will generate an ADVISORY, CAUTION or WARNING alert depending on the _location_ and not the relative strength of the windshear event. 

Reference: PH 2i.3.3

The windshear icon only displays areas of detected shear from the movement of precipitive particles. The windshear system will not detect all possible hazardous windshear conditions such as clear air turbulence and extremely dry events due to the lack of these precipitive particles. The Predictive Windshear System (PWS) will generate an ADVISORY, CAUTION or WARNING alert depending on the location and not the relative strength of the windshear event. In other words, a WARNING predicts an event that is closer to the airplane than a CAUTION alert. Therefore, if maneuvering and a PWS Warning is received, roll wings level, unless terrain is a factor, regardless of the ND displayed weather, in order to maximize aircraft performance.
69. The PWS Advisory, Caution and Warning alerts are inhibited during takeoff from _100_ knots until _50_ feet AGL.
Reference: PH 2i.3.3
The PWS Advisory, Caution and Warning alerts are inhibited during approach below 50 feet AGL. 

	Predictive Windshear Alerts

	
	ADVISORY
	CAUTION
	WARNING

	INDICATIONS:
	

	ND
	Windshear Icon

	PFD
	(N/A)
	Amber

W/S AHEAD
	Red

W/S AHEAD

	AURAL
	
	“MONITOR RADAR DISPLAY”
	“WINDSHEAR AHEAD”

(Twice on takeoff)

“GO AROUND WINDSHEAR AHEAD”

(On approach)

	Predictive Windshear Crew Actions

	PHASE OF FLT:
	

	Aligned

for Takeoff
	Delay the takeoff until the alert no longer exists.

	Prior to V1
	TOGA.

Continue the takeoff
	Reject the takeoff if sufficient runway remains.

	At or Above V1
	· TOGA

· Rotate no later than 2,000 feet of runway remaining

· Follow SRS commands (note - continued on next page)
· Retract gear and flaps on schedule

If a PWS Warning occurs – roll wings level unless terrain is a factor in order to maximize aircraft performance.

	During

Approach
	Continue the approach
	· Execute a normal go-around using TOGA thrust.

· Retract gear and flaps on schedule.

If a PWS Warning occurs – roll wings level unless terrain is a factor in order to maximize aircraft performance.


Note: Reactive windshear detection is activated from 3 seconds after liftoff up to 1300 feet RA during takeoff and 1300 feet to 50 feet during approach.
70. Though normal landings may be made with CONF 3 or CONF FULL, significant fuel savings can be realized through use of CONFIG 3 landing.

Reference: PH 2f.2.7

Though normal landings may be made with CONF 3 or CONF FULL, significant fuel savings can be realized through use of CONF 3 landing, if the runway length, and field conditions permit. When planning a CONF 3 landing, select CONF 3 in the MCDU PERF APPR page.

71. On CAT lll approaches, the "SINGLE" annunciation indicates the autoland system is operating in a “Fail Passive” mode.  “Fail Passive” will allow successful completion of an autoland, but visual verification of the runway environment at or prior to the DH is required.

Reference: PH 2f.3.9
CAT III approaches are based on either an Alert Height (AH) or DH depending on aircraft approach capabilities when the approach was commenced. This is displayed on the FMA as "SINGLE" or "DUAL."

· The "SINGLE" annunciation indicates the autoland system is operating in a "Fail Passive" mode. "Fail Passive" will allow successful completion of an autoland, but visual verification of the runway environment at or prior to the DH is required. Use a 50' entry in the DH field on the PERF page.

· The "DUAL" annunciation indicates the autoland system is operating in a "Fail Operational" mode. "Fail Operational" allows successful completion of an autoland even if an internal or external failure occurs at or below the AH. Use a 200' entry in the DH field on the PERF page.

72. The AUTO LAND lights flash when excessive deviation occurs in LOC or GLIDE, both autopilots disengage, both localizer transmitters or receivers fail, both G/S transmitters or receivers fail or the difference between RA indications is greater than 15 feet. The warning flashes in LAND mode below _200 ft. RA_.
Reference: TM 5.1.5
Autoland Warning Light. The following situations, when occurring below 200' RA with the aircraft in LAND mode, trigger the flashing AUTOLAND red warning and a triple click aural warning:

· both APs OFF below 200' RA

· excessive deviation in LOC (1/4 dot - above 15' RA) or GLIDE (1 dot - above 100' RA) In addition LOC and GLIDE scales flash on the PFD

· loss of LOC signal (above 15') or loss of GLIDE signal (above 100')

· The FD bars flash on the PFD. The LAND mode remains engaged

· the difference between both radio altimeter indications is greater than 15'
73. The minimum height for the use of the Autopilot during a Non-Precision Approach is _DA_, _DDA_, or _MDA_.
Reference: PH 1.10.1
	Minimum Height for Use of the Autopilot

	After Takeoff in SRS mode
	100 feet AGL (an internal FMGC logic prevents the autopilot from engaging in the 5 seconds after liftoff)

	Enroute (all other phases of flight) 
	500 feet AGL

	Non-precision Approach
	DA, DDA, or MDA

	ILS Approach (non-autoland with CAT 2, CAT 3 SINGLE, CAT 3 DUAL annunciated on the FMA)
	80 feet AGL

	ILS Approach (non-autoland with CAT 1 annunciated on the FMA)
	160 feet AGL

	After a Manual Go Around in SRS mode
	100 feet AGL


74. Maximum gear extension speed (VLO) is 250 KIAS/.55M, Maximum gear extended speed (VLE) is 250 KIAS/.55M, and Maximum gear retraction speed (VLO) is 250 KIAS/.55M.
Reference: PH 1.4.1
Maximum gear gravity extension speed (VLO, VLE) 200 KIAS
75. In low visibility conditions, _CONF FULL_ provides the best flightdeck angle to obtain visual cues during landing.
Reference: PH 2f.6.2

76. A go-around is mandatory during a CAT II/III approach if the FMA does not display a _LAND Green_ below 350 feet RA, the AUTOLAND warning light illuminates during the approach, or the FMA does not display _FLARE_ at approximately 40 feet.
Reference: PH 2f.6.2

77. In flight, the pilot monitoring (PM) will normally move the landing gear and flap controls upon command of the pilot flying (PF). Prior to moving the landing gear or flap handle, the PM will check the _airspeed_ to ensure that it is in the normal operating range for the aircraft configuration.
Reference: PH 2.5.3
After checking the airspeed, the PM will

1. repeat the command,

2. select the landing gear or flaps to the commanded position, and

3. ensure the landing gear or flaps move to the commanded position.

Exception. Some rare situations may require the PF to move the gear/flap controls. In these instances, with the captain’s concurrence, the PF may select a gear or flap position after checking the airspeed and verbalizing the desired position.
Note - Following landing gear extension the PM will reference the triple indicator to ensure no redisual brake pressure.

78. When flying a VOR/NDB (if ADF installed) approach, the underlying raw data must be monitored during the approach. Once established inbound on the approach, a missed approach must be executed if raw data indicated on the ND differs by more than _5º_ from the charted inbound approach course (except for station passage).
Reference: PH 2f.9.8
The following restrictions apply only to VOR approaches:

· manually tune the underlying VOR station on the RAD NAV page

· the underlying raw data must be monitored by the PM during the approach. Select the appropriate bearing pointer to display the raw data on the ND (ROSE NAV or ARC)

· once established inbound on the approach a missed approach must be executed if raw data indicated on the ND differs by more than 5º from the charted inbound approach course (except for station passage)

79. The “Stable, Target, Sink ___” callout at 500 ft. (auto callout- if installed) is not required on a non-precision approach unless “LANDING” callout has been made above 500 feet. 

Reference: PH 2f.10

Go Around & Landing.

80. Either pilot may make a go around callout. If the go around callout is made, the PF must _execute a go-around_.
Reference: PH 2g.1.1

81. At airports with a Final Approach Runway Occupancy Signal, whenever observing a pulsing PAPI, prior to 500 feet AGL look for and visually acquire the traffic on the runway. If the PAPI is still pulsing by _300_ feet AGL, contact ATC to confirm landing clearance.
Reference: PH 2g.1.3
Go around if:

— the traffic can not be visually acquired by 500 feet or

— before crossing the threshold:

• the traffic will not clear the runway or

• the PAPI continues to pulse.

82. During a go-around, NAV should be promptly engaged. Then, if the desired missed approach path cannot be flown in NAV or ATC assigns a heading, utilize HDG. Maintain current heading until reaching _400_ feet AFE.
Reference: PH 2g.2.5

83. Normally, during a go around above 1000 ft AFE, the best course of action is to initially move the thrust levers to the TOGA detent and then return them to the CL detent when TOGA thrust is not required. This would be accomplished only after verifying that _MAN TOGA - SRS_ was annunciated on the FMA.
Reference: PH 2g.2.3

Although the go around dialog box shows the CL thrust option after gear retraction, you may elect to select the thrust levers to the CL detent any time after verifying that MAN TOGA-SRS is annunciated on the FMA. If CL is selected before the thrust has stabilized at TOGA, the appropriate PM callout is “Climb Set.”
Caution - If in a single engine descent, utilize the Engine-Out Go-Around procedure regardless of RA.

84. Sufficient clues must exist to continue the approach below DH or MDA/DDA. If visual clues are lost after DH or MDA/DDA due to shallow fog, snow flurries or heavy precipitation, the pilot shall immediately initiate a _go-around_ and fly the _published missed approach procedure_.
Reference: PH 2g.2.4

85. (True or False) On slippery runways, the predetermined deceleration may not be reached due to antiskid operation. In this case, the green DECEL light will not illuminate. This does not indicate the autobrake is not working.
Reference: TM 14.2.2
The DECEL light illuminates green only if the autobrake function is active and when actual aircraft deceleration corresponds to predetermined rate. (In LO or MED: 80% of the selected rate; in MAX: 8.7 ft/s). This occurs approximately 8 (5) seconds after activation for LO (MED) using brakes alone. Predetermined rates can also be achieved by reversers alone or a combination of both reversers and brakes.
86. After landing, maintain up to maximum reverse thrust until the airspeed approaches _80_ knots. Then start reducing the reverse thrust so the reverse levers are moving down at a rate commensurate with the deceleration rate of the airplane. Reverse idle should be reached by _60_ knots. 

Reference: PH 2g.12.7

Idle reverse thrust may be used until the aircraft is at a full stop or until the turn off is made, provided taxi speed is obtained. Return the engines to forward idle thrust.
87. Acceptable autoland performance cannot be assured at weights above the certified _Maximum Landing Weight_.
Reference: PH 2g.12.11
88. During an Automatic Roll Out, with one engine inoperative, the use of the remaining thrust reverser is permitted provided _not more than idle reverse thrust is used_ and crosswind component is not more than _15_ knots. Reference: PH 2g.12.7
Engine Inoperative. Reverse thrust may be used with one engine inoperative. Use normal reversing procedures and techniques. If directional control becomes a concern during deceleration, return the operating engine

lever to reverse idle detent.

Engine Inoperative Autoland. If conducting an autoland with one engine inoperative, the use of the remaining thrust reverser is permitted provided 

· not more than idle reverse thrust is used and

· crosswind component is not more than 15 knots.
89. The PM will monitor the pitch attitude on the PFD and call “Pitch” if pitch attitude exceeds 7.5 degrees.

Reference: PH 2g.13 / PH 2g.15.2
“Bank,” if bank reaches 7 degrees
A tail strike occurs if the pitch attitude exceeds 10° (landing gear strut compressed), 14° (landing gear strut extended).

90. Crews will not transfer control of the aircraft below _500_ feet AFE unless required to prevent an unsafe condition. If the pilot monitoring is required to take control of the aircraft below _500_ feet, a go-around should be executed to avoid an unstable landing. 

a. 1000, 500 

b. 500, 500 

c. 2500, 1000 

d. 2500, 500 

Reference: FOM 2.6.9

91. (True or False) A precautionary landing is defined as a situation when a routine landing is anticipated; however, as a precaution, emergency equipment will be standing by on the tarmac. The “TEST” briefing is NOT used.
Reference: FOM 4.3.5
A precautionary landing is defined as a situation when a routine landing is anticipated, however, as a precaution, emergency equipment will be standing by on the tarmac. The TEST briefing is NOT used. Use two bells to notify the flight attendants when an emergency exists and a normal landing is planned. The captain should brief the flight attendant by use of the interphone on the type of emergency, time until landing, and to plan for a normal landing.
Use 6 bells to notify the flight attendants when an emergency could require an evacuation (e.g., smoke, fire, landing gear malfunction, etc.). The signal implies conditions of an urgent nature and cabin must be prepared for planned evacuation. The captain should brief the flight attendant by use of interphone on at least the following items:

· T = how much Time is available

· E = what type of Emergency

· S = what is the brace Signal

· T = Take special instructions

Parking & Post Flight.

92. What is the trigger for the Captain's After Landing Flow?

Reference: PH 2h.2.2 and 2h.1.1
Trigger: After the aircraft has cleared the active runway
· External Lights - As required

· Call for “Flaps - Up” (or as operationally required)
93. Single engine taxi is the standard mode of taxi. Run engines at IDLE for approximately _3_ minutes to allow for engine thermal stabilization before shutting down an engine. Time may be reduced to a minimum of one minute  for operational considerations, such as short taxi to the gate.

Reference: PH 2h.4.3 Best reference PH 2h.6.3
Engine #1 is used for single engine taxi. Run the engines at IDLE for approximately three (3) minutes to allow for engine thermal stabilization before shutting down engine #2.
Do not shut down an engine while making brake or steering inputs. Prior to selecting ENG 2 MASTER - OFF, the first officer will verbally communicate with the captain to ensure no brake or steering inputs are being made.
Run the engines at IDLE for approximately three (3) minutes to allow for engine thermal stabilization before shutting down an engine. Time may be reduced to a minimum of one minute if the aircraft has arrived at the gate.
94. As part of the First Officer's After Landing Flow, if the OAT is greater than _38°C/100°F_, place the FLAPS Lever in the 1 detent during taxi and at gate to avoid “AIR L(R) WING LEAK” caution.
Reference: PH 2h.3.3
Cold Weather. If the approach was made in icing conditions or if the runway was contaminated with slush or snow, do not retract the flaps or slats. The flap/slat areas must be inspected at the gate for debris by either:

• The flight crew,

• Maintenance, or

• Qualified deicing personnel at a non-maintenance station

After it has been determined that the flaps/slats are clear of debris and the area is clear for flap retraction, retract the flaps/slats, or arrange for maintenance or the on-coming crew to retract the flaps/slats.

Hot Weather. If the OAT is greater than 38°C/100°F, place the FLAPS Lever in the 1 detent during taxi and at gate to avoid “AIR L(R) WING LEAK” caution, and leave the flaps extended for parking.
95. (True or False) The Captain will reference the triple indicator whenever the PARK BRK is set ON or OFF.
Reference: PH 2.5.17 

· ON: Accumulator in the green band. Brake pressure is applied to both left and right brakes.

· OFF: Brake pressure is released on both left and right brakes.
96. At the gate, use of the APU should be _avoided_. 
Reference: FOM 10.1.10

97. Do not turn off the batteries to OFF until the _APU flap_ is fully closed (about two (2) minutes after APU AVAIL light extinguishes). 

Reference: PH 2h.10.1
Do not select the batteries to OFF less than 2 minutes after the APU AVAIL light extinguishes to allow for proper APU oil scavenging and the APU flap to close.
98. The passenger door disarming lever is a confirm item on the ground.

Reference: PH 9.1.3
Confirm: Accomplished the same as standard non-normal checklist items except the action will not be accomplished until the PF guards the non-affected control and states “Confirmed”. In cases where physical guarding of controls is not possible, a visual verification by the PF will be an acceptable means of guarding the non-affected control. 

Confirm items in flight include: 

· thrust levers 

· engine masters 

· engine fire pbs 

· cargo smoke DISCH pbs 

· IR pbs/selectors

· IDGs

The passenger door disarming lever is a confirm item on the ground. QRH Confirm items have “Confirm” printed between the challenge and response while ECAM Confirm items do not.
99. Routine ECAM messages may occur as a result of normal procedures or operations and are not considered non-normal by the manufacturer. A routine ECAM Message listed in the Pilot Handbook is DOORS CABIN/CARGO.
Reference: PH 2.5.7
DOORS CABIN/CARGO is considered normal - Upon gate arrival
100. The parking brakes should remain on when: chocks are not in place, parked on a slope, not assured chocks are installed, required by Airport Advisory Pages, and 

a. parked on a icy or snow-covered ramp 

b. high or gusty winds are expected 

c. requested by ramp personnel 

d. all of the above 

Reference: FOM 2.8.5
Miscellaneous

	Climb
	Managed Speed
	Selected Speed

	Normal

	3000 ft. AFE to

< 10,000 ft. MSL
	ECON CLB speed based on CI
	Accelerate to 250 KIAS

	> 10,000 ft. MSL
	
	Accelerate to flight plan climb speed/M

	Other Situations

	Maximum Angle
	
	Use OP CLB and Green Dot

	Maximum Rate
	
	Use OP CLB and

· 250 KIAS/.78M




	Turbulence Penetration Speeds

	
	Below 20,000 feet
	At or above 20,000 feet

	-300
	240 knots
	260 knots / 0.78M

	-200
	240 knots
	260 knots / 0.8M (per chart on PH page 3-3)


	Maximum Holding Airspeeds

	Altitude
	Airspeed

	Minimum Holding Altitude through 6000 ft.
	200 KIAS

	Above 6,000 ft. through 14,000 ft.
	230 KIAS

	
	210 KIAS1

	Above 14,000 ft.
	265 KIAS

	1 Where published


	ADDITIONAL MEMORY LIMITATIONS (In Bold)

	OPERATION LIMITS
Maximum 90 degree crosswind component for takeoff and landing: 29/G32 knots
Maximum 90 degree crosswind component (including gusts) for Autoland: 20 knots
Maximum 90 degree crosswind component (including gusts) for CAT II/III approaches: 15 knots
Maximum tailwind component for takeoff and landing: 10 knots
Maximum operating altitude: 41,000 feet
SPEED LIMITS

Maximum operating airspeed (VMO): 330 KIAS
Maximum operating mach number (MMO): 0.86M
Maximum taxi speed: 30 knots

Maximum taxi speed for 90 degree turn: 10 knots

Maximum gear extension speed (VLO): 250 KIAS/.55M
Maximum gear retraction speed (VLO): 250 KIAS/.55M
Maximum gear extended speed (VLE): 250 KIAS/.55M
Maximum Flaps/Slats Extended Speeds (VFE)

FLAPS

1

1+F

2

3

4

240 KIAS

215 KIAS

196 KIAS

186 KIAS

180 KIAS

ICE & RAIN PROTECTION

Engine Anti-ice ON when OAT (Ground) / TAT (Flight): 10º C or below and
· visible moisture in any form is present such as clouds, fog with visibility of one mile or less, rain, snow, sleet and ice cystals, or

· when operating on ramps, taxiways, or runways where surface snow, ice, standing water, or slush may be ingested by engines, freeze on engines, nacelles, or engine sensor probes.
(except during climb and cruise when the temperature is below –40º C SAT)

Engine anti-ice must be ON prior to and during descent in icing conditions

(including temperatures below –40º C SAT)

FUEL

Operational maximum fuel imbalance will be indicated by an ECAM advisory condition. 

HYDRAULICS, BRAKES, & LANDING GEAR

Maximum landing gear extension altitude: 21,000 feet
Maximum Brake Temperature for Takeoff: 300°C
FLIGHT CONTROLS

Maximum flap and/or slat extension altitude: 20,000 feet
AUTO FLIGHT SYSTEM

Autopilot Engaged – Minimum Height: 100 feet AGL After Takeoff in SRS mode.

Maximum Winds for Automatic Approach, Landing, and Rollout

Headwind

35 knots

Tailwind

10 knots

Crosswind other than CAT II/III

20 knots

RSVM

The maximum allowable in-flight difference between captain and first officer PFD altitude displays for RVSM operations is 200 feet.

POWERPLANT

Minimum oil quantity for dispatch indicated on

ECAM is:

• A330-200: 16 quarts (U)

• A330-300: 18 quarts (U) 
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