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Preflight
1. Pilots will arrive at the aircraft with sufficient time to accomplish the crew verification process and cover the crew briefing. Pilots will report to the aircraft at least _40_ minutes prior to departure for a domestic flight and _50_ minutes prior to departure for an international flight. (FOM 2.2.1)

2. (TRUE or FALSE): Per TSA regulations, the gate agent will verify the identity and flight assignment of each working crewmember prior to the crewmember boarding the aircraft. (FOM 2.2.2)
3. Pilots will be on the flight deck at least _20_ minutes prior to departure. (FOM 2.2.3)

4. All crewmembers should be present for the captain's crewmember briefing at trip origination or complete cabin crew change. It is to be accomplished in any location (e.g., onboard the aircraft, briefing room, jetway, etc.) away from passengers and includes 3 mandatory briefing items (PH 2a.1.3 1):
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).

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
5. During the Safety & Power On Checklist the battery voltage is below 25.5 volts. A charging cycle of _20_ minutes is required. After establishing EXT PWR, BAT 1 and BAT 2 should be placed in _AUTO_. (PH 2a.2.1)
6. The crew arrives at the aircraft and performs a Safety & Power On Checklist with the external power available. On the aircraft's first flight of the day would an APU FIRE TEST need to be accomplished before starting the APU? (PH 2a.2.3)
Yes - Before starting the APU, ensure an APU FIRE TEST is accomplished.

7. To determine if there are items undergoing service evaluation, aircraft modifications, or deactivation of certain equipment not covered by the MEL/CDL, you should look in the _Special Item List_ located in the Flight Deck Maintenance Logbook (FDML). (FOM 8.3.3)

8. (TRUE or FALSE) When entering the date on the FDML using the DD/MON/YR format, it is done so according to "ZULU" date, or UTC date, thus a flight departing at 2200 local on 15DEC08 will require a date entry of 16DEC08. (FOM Appendices B, page B-6)
Enter the local date.

9. What is the purpose of the Driftdown calculations on your Flight Release? (FOM Bulletin 07-19 or FOM Ch 12)
· Calculation Process: An analysis is performed when terrain along and within five statute miles (sm) either side of the route exceeds 6,000 ft. The system verifies terrain clearance capability ahead and behind the aircraft in the event of engine failure.

· Terrain Clearance – Method 1 Level Off: The system first determines if the aircraft can driftdown and maintain a positive slope clearing all terrain along and within five sm either side of the route by at least 1,000 ft. If so, no diversion airports and no dispatcher action are required.

· Driftdown - Method 2 Driftdown Alternates: If the aircraft cannot maintain terrain clearance while continuing or returning along the route of flight, it must proceed to an enroute alternate airport. The point at which the failure becomes terrain critical is called a decision point. Diversion airports are required when there are two or more decision points. The aircraft must driftdown clearing all terrain by at least 2,000 feet, then proceed to the enroute airport, clearing all terrain by at least 1,000 feet. The direct route to the enroute airport is analyzed within five sm on either side of the route.
· Climb or Descent. If the driftdown program detects limiting terrain during the climb or descent phase, it will generate a message on the flight plan advising the crew that terrain clearance is the captain’s responsibility, and to refer to appropriate charts.
10. Does the selection of the PACK FLOW selector to LO have any effect when the APU is the bleed supply? When operating with only one Pack? (Training Manual 7-21.1, 2)
· A319/320: A PACK FLOW selector on the air conditioning panel allows the crew to manually select the amount of bleed air flow through the pack. Flow reverts to HI regardless of selector position during single pack operation, or if the APU is the bleed air source.

· A321: The ECON FLOW pb on the air conditioning panel allows the crew to manually select the amount of bleed air flow through the pack. The system delivers high flow (40% more than ECON flow) regardless of selector position during single pack operation, or if the APU is the bleed air source. If the crew selects ECON flow, and the temperature demand cannot be satisfied, the system delivers normal flow (20% more than ECON flow).

On all aircraft, as soon as the system is working in one-pack operation or the APU is selected as the bleed source, the zone controller gives the command for 120% flow, regardless of the position of the pack flow sensor. However, in some instances, the bleed supply from the APU is not sufficient to supply enough air to actually bring the Pack Flow needles (needles show actual flow, not the valve flap position) into the HIGH area on the indicator.

11. Your release indicates the Automatic Control Function of the Cross Bleed Valve is inoperative; MEL #36-12-04A, Cross Bleed Valve (Automatic Control). Are you required to make a notation in the FDML and what color is the corresponding placard? (MEL Book pg 727)
Prior to each departure flight crew must perform a Cross Bleed Valve Check per the MEL procedure, and enter a flight crew notation in the FDML. An Orange placard is placed on the front of the FDML stating: “Cross Bleed Valve Automatic Control – INOP.” 

12. During the FO's Flight Deck Equipment Flow the oxygen quantity is observed to be less than 1000 psi, requiring a check of "Minimum Flight Crew Oxygen Pressure" which is located in the _Limitations – Emergency Equipment_ Chapter of the Pilot's Handbook. (PH 1.15.3)
13. The Final step of the Flight Deck Door Check on the FO's Flight Deck Equipment Flow is to return the system to Normal operation by placing the cockpit door control switch to _UNLOCK_ then to _NORM_. (PH 2a.3.4)
· Cockpit Door switch is in the NORM position.

· Enter emergency access code on the keypad.

· Ensure the aural alert sounds in the flight deck, and the keypad green light flashes. Enter the flight deck and note the cockpit door OPEN light flashing.

· Silence the aural alert by placing the cockpit door control switch to LOCK and then NORM. Note that the keypad red light is illuminated.

· Return the system to normal operation by placing the cockpit door control switch to UNLOCK then to NORM.
14. When installing the QRH it can be placed in either the lower side checklist stowage compartment, in front of the flight kit, or in a flight kit side pouch (flap open exposing the QRH), however, whichever position is chosen, the QRH must be within _reach_ , _exposed_, and _readily accessible_. (PH 2a.7.3)
15. (TRUE or FALSE) If a successful CVR test cannot be accomplished on the Captain's Flight Deck

Preparation Flow, Maintenance Control must be contacted for further guidance. (PH 2a.7.3)
16. (TRUE or FALSE) At electrical power-up, if installed, the Integrated Standby Instrument System (ISIS), runs through a self-test that is completed in approximately 10 seconds. During this test the display remains blank so it is permissible to press other pushbuttons on the ISIS. (PH 2a.7.3)
At electrical power-up, ISIS will run through a self-test. Allow enough time (10 seconds) for completion. The ISIS display will remain blank during the test. Do not press any pushbuttons on the ISIS unit during the test. The self-test is complete and the ISIS alignment begins when yellow ATT, ALT, SPD and INIT 90s flags are displayed. Do not move the aircraft during alignment (90 seconds). Passenger and cargo loading is permitted during the alignment process. When alignment is complete and HDG and ATT are available:

· Check for correct display

· Adjust brightness, check IAS, altitude indication, altimeter setting and attitude display.

· Check no flags. Reset attitude, if necessary.
17. (TRUE or FALSE) During the Captain's Flight Deck Preparation Flow if use of the Yellow ELEC Pump is required to recharge the Brake Accumulators you must first check with Ground Crew prior to activating the pump. (PH 2a.7.3)
Yellow and green hydraulic systems are pressurized from the yellow electric pump through the PTU. Check with ground crew prior to activating the pump.
Start
1. After verifying the flight release header and TPS header contains the correct _flight_ and _tail_ number, press Acknowledge/Accept on the ACARS Received Messages screen or send a free text message to accept the dispatch release. (FOM 12.1.2)

2. While reviewing the weather package, you read the destination’s weather is 1500 feet and 2 ½ miles of visibility; however, you notice the Flight Release does not have a destination alternate designated, but “EX8684” is listed in the Remarks Section. (Yes or No) Is the Flight Release correct? (FOM 10.2)

Domestic Policy: Except as described below in Exemption 8684, no alternate airport is required if for at least one hour before and after the ETA at the destination airport, the appropriate weather reports or forecasts, or any combination of them indicates:

· the ceiling will be at least 2000 feet above the airport elevation, and

· the visibility will be at least 3 sm.

Exemption 8684: No alternate airport is required if for at least one hour before and after the ETA at the destination airport, the appropriate weather reports or forecasts, or any combination of them indicate:

· the ceiling will be at least 1000 feet above the airport elevation, and

· the visibility will be at least 2 sm.

Use of this exemption is contingent upon:

· Availability of a CAT II approach to the intended landing runway and the aircraft remaining CAT II capable.

· Thunderstorms not in the forecast in either the main body of a weather forecast or in the remarks section of the forecast, or reported between 1 hour before to 1 hour after the estimated time of arrival.

When this exemption is applied, the dispatcher will annotate “EX8684” on Remarks Section on the Flight Release.
3. In the Flight Release Remarks Section, you see “Planned Below Target”. This annotation means the flight is planned with hold fuel less than the _30_ minutes when no alternate is required or _15_ minutes when an alternate is required. This means a domestic flight with no alternate required and no contingency and/or MEL/CDL fuel required, the planned arrival fuel may be less than 75 minutes. The captain must contact the controlling dispatcher if there are any questions or concerns. (FOM 10.2)

4. Prior to IRS alignment, a wait of at least _3_ minutes is required after the aircraft comes to a complete stop before starting an alignment. (PH 2b.1.3)
5. While reviewing the TPS, you notice a “WEIGHT RESTRICTED FLIGHT” warning with no “PAX LIMIT” first line. This means the flight is near a _C.G._ limit. Row blocking and/or passenger relocations within the cabin may be required. (FOM 6.1.6)

Weight Capped Flight: This warning is issued on the TPS Departure Plan whenever the flight is planned within 2,000 to 500 pounds of the maximum restricting takeoff weight (e.g. runway limited, climb, certificated, etc.). 
· The captain will notify the controlling dispatcher if actual fuel on board exceeds gate release fuel by any amount.

Weight Restricted Flight: This 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 dispatcher notifies the captain the flight is approaching takeoff weight or balance limits and there is a “W&B Gate Hold” in effect via ACARS text message.

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

· Upon receipt of final W&B data, the captain informs the station agent and requests the jetway be removed.

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

Flight Near a C.G. Limit: If the flight is near a C.G. limit a weight restricted warning is issued to alert the agent and crew that row blocking and/or pax relocations within the cabin may be required. Note: The words PAX LIMIT will not appear on the first line of the warning when used for this purpose.
6. (TRUE or FALSE) For non GPS equipped aircraft, a full IR alignment is required for RNAV departures, crew changes, and all flights outside the continental United States. (PH 2b.1.3)
7. Max Allowable Wing Fuel Imbalance for A319/A320 Outer Tanks is _1,168_ lbs. (PH 1.6.3)
Operational maximum fuel imbalance will be indicated by an ECAM advisory condition, i.e., ECAM Fuel page is displayed automatically with fuel quantities pulsing. The advisory condition indicates the fuel imbalance may have exceeded the limits as presented in the PHB Fuel Limitations section.

8. On the Before Start Flow, gate release fuel allows for a variance of _500_ lbs or _1_ % of the "gate release" fuel load (whichever is greater). (PH 2b.1.7)
9. (TRUE or FALSE) A fuel load greater than gate release fuel plus the fuel variance requires notification to Dispatch to correct the W&B. (PH 2b.1.7)
If the fuel onboard is...

· within the fueling variance tolerances, then no further action is required providing T.O. MIN fuel and maximum takeoff/climb weights requirements are met.

· outside the fueling variance tolerances and the fuel on board is ...
· greater than the Gate Release fuel plus the fuel variance, then notify the dispatcher to correct the W&B.

· less than the Gate Release fuel minus the fuel variance, then notify the dispatcher to correct the W&B and obtain an amended Flight Release (if fuel is not added), or add fuel.

10. The proper time when both pilots are to select the Position Monitor page and verify that the aligned position agrees with the MIX IRS position is, and that FMGC (FMGEC) 1, FMGC (FMGEC) 2, and GPS position (as installed) values are reasonable when compared with the published known position is after _IR alignment_ and before _pushback_. (PH 2b.1.5)
11. Flight Attendants have guidance to assist in determining whether a passenger is intoxicated. If the FA suspects a disability they are required to inform the captain. The captain then requests a _Complaints Resolution Official (CRO) to assess the situation. (FOM 5.1.6)

12. A passenger security concern arises and after conferring with the Ground Security Coordinator (GSC), the captain believes the security issue still exists. The captain will then notify the GSC and controlling dispatcher who will contact the appropriate _Chief Pilot or Flight Operations Duty Officer_. If the passenger is denied boarding, an Event Report must be submitted within 48 hours after completion of the trip. (FOM 5.1.5)

13. During boarding, there is a passenger with a medical disability. After consulting with the Complaints Resolution Official (CRO), the captain decides to deny boarding. The captain then must notify the _Dispatcher_ and submit an _Event Report_ within _48_ hours after completion of the trip. (FOM 5.1.5)

14. Also during boarding, a flight attendant notifies you a passenger has a medical condition. The first step is to contact _MedLink_. (FOM 5.1.5)

15. Your flight is weight restricted and you have a pilot from one of the wholly-owned carriers (i.e., an A3 priority) riding the jumpseat. (Yes or No) Can revenue passenger(s) and/or cargo be bumped to accommodate the jumpseater? (FOM 9.6.1)
If a flight is weight restricted, flightdeck jumpseat access is limited to all space positive and A1 space available jumpseat occupant(s) who have priority over all passengers/cargo. Jumpseat occupants afforded seats in the passenger cabin may be removed. Company flight attendants have the same privilege on the flight attendant jumpseat.
16. (TRUE or FALSE) Before door closing the CA is to perform a Cabin Crew Leg Briefing with the "A" F/A to inform them of; any weather, turbulence, MELS affecting the cabin, short taxi, any known delays, if route is scheduled to be beyond 50 miles from shore, and time enroute. (PH 2b.5.1)
17. (TRUE or FALSE) The FAA does not require a flight attendant passenger count for manifest or W&B purposes. (FOM 2.2.9)
If the captain desires a flight attendant passenger count to confirm the agent provided number, the captain may obtain a count after departing the gate and prior to the safety demonstration/video.
18. (Yes or No) Can the aircraft doors be closed with overhead bins open? (PH 2b.5.6)

Cabin Ready Notification: Prior to locking the flightdeck door, the “A” flight attendant will advise “Captain, seated and stowed” signifying all passengers are seated, carry-on baggage is properly stowed, and cabin is ready for aircraft movement.
19. Passengers are still standing and you have not received the “Captain, seated and stowed” declaration from the flight attendant. The tug operator wants to push back the aircraft. (Yes or No) Can you push back the aircraft with passengers still standing? (PH 2b.5.6)

20. Reviewing the TPS at the gate you notice Runway 19 is the primary runway followed by Runway 01 and there is no wind listed in the Thrust/V-Speed Section. ATIS reports the wind is 220° at 4 kts and to expect Runway 01 for departure. You should contact the controlling dispatcher and request Runway _01_ be listed as the primary runway and ensure at least _4_ kts of tailwind is included in the Final Weight & Balance. If during taxi out to Runway 01 the Final Weight & Balance remains the same as the TPS, you must apply the tailwind correction from the TPS _Airport Analysis Data_ Section to the proper weight in that section, or, call for a new _TPS_. (PH 5.5 through 5.8)

21. (TRUE or FALSE) During pushback, when being directed by hand signals only, it is permissible to start engines once pushback has commenced. (PH 2b.10.2)
Before the pushback can commence without headset communication, it is required that the hand signal agent have a face-to-face meeting with the captain. This can normally be accomplished via the captain's open cockpit window. If inclement weather or excessive noise prevents a normal conversation from the open window, the boarding bridge must be brought back up to the aircraft. Published hand signals must be used. Do not start an engine until pushback complete when aircraft is being directed by hand signals only.

22. When the pushback is complete, the Captain's required verbiage to communicate the Parking Brakes are set to the Ground Crew is; "Parking brake set, disconnect". (PH 2b.10.1)
23. (TRUE or FALSE) When the Pushback is complete, the Ground Crew provides a "thumbs up" signal when equipment is clear. (PH 2b.10.1)
The ground crew will provide a “wands up” signal when equipment is clear (if they can find them).
24. When starting and shutting down engines ensure _Warm-UP / Cool-down_ times are adhered to. (PH 2b.11.5 /2h.4.3)

Operate engines for at least 5 minutes prior to applying takeoff thrust to allow engine temperature to stabilize. Exception: If an engine has been shut down for 1 and 1/2 hours or less, then the 5 minute warm-up can be reduced to a minimum of 3 minutes (workload permitting).

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 for operational considerations, such as a short taxi to the gate (i.e., you may shut down the engines after one minute instead of waiting three).
Before Takeoff
1. (TRUE or FALSE) Only when flying an aircraft with the Star Alliance livery is it necessary to advise Ground Control prior to taxi. (FOM 1.6.7)
Nonstandard Livery: Controllers issue traffic information based on familiarity with airline equipment and color/markings. Upon initial contact with Ground Control, Tower, Approach Control and Departure Control, inform the facility of the call sign, the flight number, livery/colors displayed on the aircraft, and aircraft type.

Examples: “<call sign> <flt #> Star Alliance A319” or “<call sign> <flt #> Pittsburgh Steelers A319” or 
“<call sign> <flt #> Allegheny livery”.
2. Regarding taxi, in the absence of HOLD SHORT instructions, a clearance to "Taxi to"; the assigned takeoff runway is a clearance to cross all runways intersecting the taxi route except the _ assigned takeoff runway  (PH 2c.2.2)
A clearance to “taxi to”:

· The Assigned Takeoff Runway is a clearance to cross all other runways intersecting the taxi route except the assigned takeoff runway. It is not a clearance to taxi across or onto the assigned takeoff runway at any point. 

· Any Point Other Than the Assigned Takeoff Runway is a clearance to cross all runways intersecting the taxi route to that point.

3. During taxi, prior to crossing an intersecting runway at night or in low visibility both the _taxi_ and _landing lights_ should be illuminated. (PH 2c.2.5)
Prior to crossing intersecting runways enroute to the assigned runway:

· Coordinate any instructions to hold short of or cross an intersecting runway.

· Scan the full length of the runway for potential conflicts.

· Illuminate both the taxi and landing lights during low visibility and night operations.
When entering the runway:

· Verify assigned runway by whatever means available.

· Coordinate ATC instructions.

· Scan any short final area(s) and runway(s) for potential conflicts.

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

· Monitor TCAS display for approaching traffic, if able.

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

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

· When cleared for takeoff, illuminate forward facing lights (e.g., landing lights, etc.)

4. When taxi delays are encountered, the flight crew will provide customers with updated delay status approximately every _15_ minutes. (FOM 2.2.14)

The announcement should include the current status, reason for the delay, forecasted weather, estimated time of departure and any other pertinent information (including if there is no new information). When the flight is experiencing unanticipated OADs, the captain will contact the controlling dispatcher and local station personnel.

Collectively, they will discuss viable options with passenger comfort as the primary goal. After conferencing with dispatch, station personnel, and his crew, the captain decides if the flight should return to the gate. Consultation between internal departments will continue until flight departure is complete or a decision to return to the gate is made. The captain notifies the station tower/operations when the aircraft lavatories require servicing or catering supplies need replenishing.
5. Surface Movement Guidance and Control Systems (SMGCS) provide special taxi lighting, markings and procedures at approved airports when visibility is less than _1200_ RVR. Reference: (PH 2c.6.2)
When published, review the appropriate Route Manual low visibility taxi chart for specific operational details.

Airport Advisory pages may also contain specific details on low visibility operations.

6. After departing the gate, you encounter a mechanical discrepancy. You decide you want to continue the flight. The next step should be to contact the _controlling dispatcher_ to determine if the discrepancy will have an impact on subsequent flights. (PH 2c.1.1)

7. (TRUE or FALSE) During taxi out, even when no changes have been issued since the Departure Briefing was completed at the gate, you should still re-brief specific details of the departure when responding to Departure Briefing on the Taxi Checklist. (PH 2c.13.1)
Only those items that have changed since the Departure Briefing was accomplished during the Before Start Flow need to be re-briefed.
8. (TRUE or FALSE) When the Captain needs to verify the weight and balance data it is permissible to have the FO taxi the aircraft. (PH 2c.3.1)
The captain will taxi the aircraft. The flight crew’s primary task is to safely taxi the aircraft and should not be diverted from this task.

9. (TRUE or FALSE) It is required that both pilots verify the runway they are taxiing onto by using runway displayed on ND, heading indicator, signage and any additional means available. In addition, scan short final area (s) and the runway(s) for potential traffic conflicts. (PH 2c.11.3, PH 2c.12.3)
10. Proper engine warm-up requires engine operation prior to applying takeoff thrust to allow engine temps to stabilize, however, an exception is permitted if an engine has been shut down for _1 and 1/2_ hrs or less, then the 5 minute warm-up time can be reduced to a minimum of _3_ minutes (workload permitting). (PH 2b.11.6)
Takeoff
1. The CA will conduct the takeoff (ground roll through clean-up) when the visibility is less than _1600_ ft RVR or _1/4_ statute mile. (PH 2d.2.1)
2. For takeoff with crosswind components greater than _20_ kts or if a _tailwind_ exists, the PF will apply full forward sidestick to be progressively neutralized between 80 and 100 kts. (PH 2d.2.5)
The PF will advance the thrust levers to 50% N1 (CFM), 1.05 EPR (IAE), allow the engines to stabilize momentarily at that thrust and cross check engine instruments. After the engines have stabilized:

· CFM - rapidly increase the thrust to 70% N1, then to the FLX or TOGA detent no later than 40 knots groundspeed

· IAE - increase thrust to FLX or TOGA detent no later than 40 knots ground speed

The traditional use of upwind aileron is not recommended. In strong crosswind conditions, small lateral control sidestick input may be used to maintain wings level. Excessive lateral input causes spoiler deployment, which increases the aircraft’s tendency to weathervane and increases drag. If some lateral control has been applied on the ground, center the sidestick during rotation so that the aircraft becomes airborne with a zero roll rate demand.

3. Max brake temperature for takeoff is _300˚C_. (PH 1.8.2)
4. (TRUE or FALSE) Regarding noise abatement, typically, takeoffs from domestic airports utilize the "distant" procedure and takeoffs for all International operations utilize the "close-in" procedure, unless the Airport Advisory pages states otherwise. (PH 2d.1.1)
5. The standard International Thrust Reduction/Acceleration altitudes are _1,500 / 3,000_ feet. (PH 15a.2.12)
	Airport
	Procedure
	CLB Thrust Selected
	Flap Retraction

	Domestic
	Distant
	1,000 ft AFE
	1,000 ft AFE

	International
	Close-in
	1,500 ft AFE
	3,000 ft AFE


6. (TRUE or FALSE) It is permissible to hand fly a NAV Departure such as the USA01 NAV Departure in KDCA. (PH 2d.10.1)
A flight director and autopilot in NAV mode must be used for flight guidance while operating on RNAV paths.

7. Tail strikes during takeoff roll can result from early rotation, over rotation and excessive pitch. Critical Pitch Altitudes during takeoff (struts compressed) for the A319 is _13.9˚_, A320 is _11.7˚_, and A321 is _9.7˚_. (PH 2d.3.1)
	
	A319
	A320
	A321

	Critical Pitch Attitude (Struts extended)
	15.5º
	13.5º
	11.2º

	Critical Pitch Attitude (Struts Compressed)
	13.9º
	11.7º
	9.7º

	Demonstrated Lift-off Pitch Attitude
	12.5º
	9.5º
	8.5º


8. (TRUE or FALSE) On a rejected takeoff, once the CA has stopped the aircraft it is permissible for the CA to delegate the required PA announcement for passengers to remain seated to the FO. (PH 2d.7)

This is listed as a CA responsibility in the Rejected Takeoff Actions and Callouts.

9. During takeoff the crew experiences a loss of thrust at or above V1. At what altitude may the crew accomplish ECAM procedures? (PH 2d.9)
ECAM procedures should be accomplished after reaching engine out acceleration altitude. However, under compelling circumstances such as severe vibration, adverse flight characteristics, etc., it may be necessary to accomplish the ECAM/QRH procedure(s) as early as 400 ft. AFE.
10. (TRUE OR FALSE) If a full power takeoff was accomplished it is to be notated on the FDML. (FOM Appendix B-6)
No entry is required in this block. For full procedure see 2.3.1, Maximum Thrust Takeoff.
Climb, Cruise, Descent
1. (TRUE or FALSE) It is no longer recommended to monitor 121.5 inflight. (PH 2.5.11)
Pilots are encouraged to monitor 121.5 while inflight to assist in identifying possible emergency ELT transmissions.

2. ATC requests Max Rate of Climb speed which is the speed necessary to reach a specific altitude/flight level in a minimum time. Max Rate Climb speeds are; A319 _260_kts/.76M, A320 _260_kts/.76M, A321 _280_kts/.76M. (PH 2e.3.3)
3. Use of the Expedite pb may produce a rapid change in aircraft altitude and acceleration but is not intended for routine use and should be avoided above FL _250_. (PH 2e.3.2)
Should it be required to increase the climb to maximum angle, an expedited climb may be selected by pressing the EXPED pb on the FCU. Maximum climb thrust is applied and the maximum angle climb speed (green dot) is controlled by the elevator. The speed will revert to ECON speed upon altitude capture.
4. What occurs if the Wing Anti-Ice is in use and a bleed leak is detected? (Training Manual 7-30.1.2)
The three outboard slats on each wing are anti-iced by engine bleed air. The WING ANTI ICE pb controls a pneumatic shutoff valve in each wing. On the ground, the valves only open for 30 seconds for system testing. They close automatically:

· upon touchdown,

· if a leak is detected, or

· if electrical power is lost.

5. When an RA occurs, the pilot flying should respond immediately to the RA display and maneuver as indicated, unless doing so would jeopardize the safe operation of the flight or the flight crew assures separation with the help of definitive visual acquisition of the aircraft causing the RA, however, understand the traffic acquired visually may _not_ be the same traffic causing the RA. (PH 6.3.12)
The following must be considered:

· The traffic acquired visually may not be the same traffic causing the RA.

· Visual perception of the encounter may be misleading. Unless it is unequivocally clear the target acquired visually is the one generating the RA and there are no complicating circumstances, the pilot’s instinctive reaction should always be to respond to the RAs in the direction and to the degree displayed.

· The traffic may also be equipped with TCAS and it may maneuver in response to an RA that has been coordinated with your own TCAS. If so, its RA will be in the opposite direction to that which you receive.

If the controller’s instructions include vertical guidance that conflicts with RA vertical guidance, follow RA vertical guidance while complying with the controller’s lateral instructions.

6. During Oceanic Operations, when enroute after passing the outbound gateway you should set a lateral offset of 1 or 2 miles _right_ of centerline and never to the _left_ of centerline. (FOM 15b.6.2)
There is no ATC clearance required for this procedure and it is not necessary ATC be advised.
7. If the aircraft does not reach the planned cruise altitude, then the CRZ altitude must be modified on the _PROG_ page, otherwise there will be no transition to the CRZ phase. (PH 2e.8.6)
If cleared to the intended cruise altitude or above, there is no need to modify the CRZ altitude entered on the INIT A page. If the aircraft does not reach the planned cruise altitude, then the CRZ altitude must be modified on the PROG page. Otherwise, there will be no transition to CRZ phase, which will result in the managed speed targets and Mach not being modified. In this case the FMA will display MACH/ALT/NAV instead of MACH/ALT CRZ/NAV. In addition to CRZ altitude, the PROG page displays optimum (OPT) and recommended maximum (REC MAX) altitudes. REC MAX altitude provides 1.3g protection. Under no circumstances will REC MAX altitude be used when moderate or greater turbulence is present. If severe turbulence is encountered, slow to turbulence penetration speed and advise ATC.

8. Regardless of whether the seat belt sign is turned ON or OFF, a flightdeck crew member _will/will not_ make an announcement instructing passengers to keep their seatbelts fastened at all times when seated. (FOM 1.6.10)
In-flight Fasten Seatbelt Sign:
· ON - 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 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.
9. When initially established in cruise flight at or above FL _290_, crosscheck each PFD altimeter and the Standby altimeter to ensure the two are within _200_ ft. at all times when in RVSM airspace. (PH 2e.8.1)
Altimeter Tolerances:
· Ground check PFD 1 and 2 with a known airport altitude ± 75 feet

· Ground altitude tolerance between PFD 1 and 2 within 20 feet
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
10. (TRUE or FALSE) Regarding the National Route Program (NRP), if you request, or if ATC clears you off the flight release routing, and you accept the clearance, then you are off the program and removed from priority handling. (FOM 2.4.1)
11. Performing Periodic Systems Checks enroute (HEFOE) are done approximately _every hour_ associated with the closest flight plan waypoint. (PH 2e.8.3)
HEFOE (Hydraulic, Electric, Fuel, Oxygen, Engine)

	PAGE
	CHECK

	HYD
	Quantity and pressure

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

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

	ELEC
	Parameters, GEN loads

	FUEL
	Fuel quantity and distribution

	OXY
	Oxygen pressure

	ENG
	Oil pressure and temperature


Fuel Quantity: Note the fuel remaining at or abeam a waypoint listed on the flight plan.
12. At cruise, NAV accuracy should be checked periodically. On Non GPS equipped aircraft this is accomplished by going to the _PROG_ page to check for high/low accuracy indication. (PH 2e.8.2)
On aircraft equipped with GPS primary, no navigation accuracy check is required, as long as GPS PRIMARY is available.

13. Pilots at the controls shall don the oxygen mask when one pilot leaves their station above _FL 250_. (PH 2e.8.2)
14. (TRUE or FALSE) An ACARS message will be sent to alert you when it is permissible to change the Tactical Cost Index (TCI) to control speed (FOM 10.1.5): 
	FLT 740 IS AHEAD OF SCHEDULE

SLOWDOWN IN EFFECT

USE CI 35


For each flight, the automated flight planning system will automatically add the planned enroute time to the OFF time to calculate ETA. If an early arrival is calculated, the flight planning system will automatically determine if the flight will still arrive at or before the scheduled arrival time using a tactical cost index, which will operate the aircraft closer to long range cruise. If so, the crew should receive an ACARS message five minutes after takeoff requesting that tactical cost index be used. Enter the new cost index when workload permits.
15. (TRUE or FALSE) In flight, should one pilot need to vacate the flightdeck for physiological or operational needs, notification of the FA via the interphone is required who will coordinate which FA will enter the cockpit and will assign a second FA to maintain a presence between the passengers and the flightdeck door while it is open. (FOM 5.4.2)
16. All crewmembers must watch for suspicious behavior any time the door is open and call out "Door, Door, Door" anytime the door needs to be closed immediately. (FOM 5.4.2)
17. In the event of an onboard medical emergency requiring contact with MEDLINK, pilots shall not allow medical personnel to enter the flight deck to talk to the MEDLINK physician on the radio. Instead, the pilot handling the medical communication must relay the information via interphone to a flight attendant, a doctor or other medical personnel handing the patient. After completion of the trip, an Event Report must be submitted within _48_ hrs. (FOM 5.3.3)
18. (TRUE or FALSE) A Position Report is required to the dispatcher when ETA differs more than 10 minutes from ETA at takeoff or last revised ETA. (FOM 1.6.4)
Provide position reports to the controlling dispatcher upon request. Additional reports should be made when:

· ETA differs more than 10 minutes from ETA at takeoff or last revised ETA

· significant changes to the planned vertical or horizontal path of the aircraft jeopardizing fuel over destination

· weather conditions are encountered which may affect the safety or conduct of other flights

· moderate or severe icing

· moderate or severe turbulence

· winds aloft values, or other operational factors which vary significantly from the flight plan assumptions
19. When operating in Latin America or the Caribbean, should you experience any inflight emergency that would require you to give a distress call to relay that grave or imminent danger threatens and immediate assistance is requested, (e.g. inability to maintain altitude, cabin fire or unknown origin, etc.) the term to use is; "MAYDAY, MAYDAY, MAYDAY". (FOM 4.3.3)
Urgency:  Use the term “PAN-PAN, PAN-PAN, PAN-PAN” to indicate the pilot of an aircraft wishes to give notice of difficulties which compel it to land without requiring immediate assistance (e.g., medical emergency, pilot incapacitation, etc.) Urgency communications have priority over all other communications except distress.

Distress: Use the term “MAYDAY, MAYDAY, MAYDAY” to mean a grave and imminent danger threatens and immediate assistance is requested (e.g., inability to maintain altitude, cabin fire of unknown origin, etc.)
20. Turbulence penetration speeds are now found in the Adverse Weather Chapter of the Pilot's Handbook. Turbulence Penetrations Speeds are: A319/A320 below 20,000 ft _250_ kts, at or above 20,000 ft _275_ kts/.076M and for the A321 below 20,000 ft _270_ kts, at or above 20,000 ft _300_ kts/.076M. (PH 3.1.3)
	
	Below 20,000 ft
	At or above 20,000 ft

	A319/320
	250 knots
	275 knots/0.76M

	A321
	270 knots
	300 knots/0.76M


21. Good descent planning is necessary to arrive at the desired altitude and correct speed and configurations. A good crosscheck is to be at 10,000 ft, _35_ miles from the airport at _250_kts. (PH 2e.10.1)
22. (TRUE or FALSE) It is required to brief TOD or intended descent point with any delayed or discretionary clearances. (PH 2.8.3)
23. Engine anti-ice must be on prior to and during descents in icing conditions including temperatures below _-40_° C SAT. (PH 1.5.2)
· 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.
· Engine anti ice must be on prior to and during descent in icing conditions, including temperatures below   – 40°C SAT.

24. Outside of the United States, the MORA (Minimum Off Route Altitude) assures obstacle clearance within _10_ NM of the airway and is denoted on the enroute navigation chart with an "a". All Route MORA values clear all reference points by _1,000_ ft in areas where the highest reference points are 5,000 feet MSL or lower. (FOM 15c.4.3)
All Route MORA values clear all reference points by 1,000 feet in areas where the highest reference points are 5,000 feet MSL or lower. MORA values clear all reference points by 2,000 feet in areas where the reference points are 5,001 feet MSL or higher.
	Minimum Altitudes

	
	Terrain Protective Coverage
	Found where?
	Nav Coverage

	MEA
	Along airway centerline
	In magenta on the airway

(e.g., 10,000)
	Yes

	MOCA
	4 NM of airway centerline
	In magenta on the airway

with “T” (e.g., 12,000T)
	No

	Route MORA
	10 NM of airway centerline
	In magenta on the airway

with “a” (e.g., 13,000a)
	No

	Grid MORA
	Within sector
	Near center of latitude &

longitude grid
	No

	MSA
	In a 25 NM radius centered on

the defined radio aid or location
	On Approach plate, SID,

or STAR
	No


Approach
1. (TRUE or FALSE) When operating to an airport in an area with significant terrain features, it is not necessary to select the TERR on ND for arrival and departures because the Enhanced Ground Proximity feature will automatically turn the unit on should you need to be alerted to any obstacles? (FOM 15c.4.2)
If installed, use the TERR feature for arrival and departure to any airport with significant terrain features.
2. (TRUE or FALSE) A check of Landing Performance is required for all landings and is accomplished during the Approach Briefing. This check can normally be made by checking the weight for the landing runway on the final W&B or, if intending to land at a different runway than what Dispatch had provided, then find the Normal Landing Distance tables in the QRH. When locating the appropriate chart for your aircraft type to ensure the runway length is adequate for your GW and the reported conditions. (QRH)
3. When loading landing data into the MCDU PERF APPR page, the flight crew may modify VAPP through the MCDU only if required by a _non-normal procedure_, ice accretion, or _anticipated windshear_. (PH 2e.9.2)
4. A full Approach Briefing is required if at night conditions or when weather is less than _2000/3_. (PH 2e.9.3)
If in night conditions or weather less than 2000/3:

· approach name and runway

· approach chart date

· primary navaid frequency

· final approach course

· final approach verification altitude

· DA(H), AH or DDA/MAP

· TDZE

· missed approach

· required visibility

If in day conditions with weather 2000/3 or greater:

· state the electronic or visual means to identify the landing runway in the following order of priority; ILS or FMS LNAV/VNAV approaches, other non precision approaches, VASI/PAPI or visual reference (e.g., Visual approach to Runway 36L backed up with the ILS).
For all approaches:

· highest MSA

· planned runway turnoff and taxi route

· landing performance

· autobrake setting

· landing flap setting

· any applicable special considerations such as:

· unique airport advisory approach information

· unique noise abatement procedures

· unique engine failure during missed approach procedures

· significant terrain or obstacles in the terminal area relative to approach routing

· significant weather conditions

· LAHSO

· ECAM status that may affect approach and landing capabilities

· any other known risks and intentions.

5. Use of the autobrake system, if available in MED or LOW is normal for (PH 2g.12.7):

· All landings on _wet_ and _slippery_ runways

· When landing rollout distance is limited

· When aircraft configuration requires use of higher than normal approach speeds

· A crosswind component greater than _10_kts

· All _CAT II/III_ landings
When LO is selected, autobraking begins four (4) seconds after the ground spoilers are deployed and two (2) seconds after deployment if MED is selected. During the landing roll, if deceleration is not suitable for the stopping distance, manual braking must be used. Transition to manual braking by applying gradually increasing pressure to the brake pedals. Manual braking should begin before coming out of reverse thrust. Both crewmembers must be alert for autobrake disengagement indications during the landing roll. The PM will monitor autobrake operation and call "No Autobrakes" should the system fail to operate as planned.

6. When arming, the autobrake should be held firmly for at least _1 second_ to ensure the system arms properly. (PH 2c.9.3)
Arming of the AUTOBRK must not take place until after the flight control checks have been accomplished.
7. Use of the autopilot is required for all CAT I approaches when visibility is below _RVR 4000_. (PH 2f.4.1)
8. (TRUE or FALSE) When loading managed non-precision approaches, pilot modification to the stored procedures (fixes, altitude, or angles) are not permitted between the FAF and the MAP. (PH 2f.9.8)
The following restrictions are common to all managed non-precision approaches:

· The approach must be stored in the nav database

· Pilot modifications to the stored procedures, to include fixes, altitudes, or angles, are not permitted between the FAF and MAP

· If both APs have failed and/or an engine has failed, a manually flown approach is permitted if an ILS approach is not available

· Use only autopilot 2.

9. For all managed non precision approaches use autopilot # _2_ only. (PH 2f.9.8)
10. (TRUE or FALSE) Once established inbound on a managed non precision VOR approach, a go around is required if raw data indicated on the PM's ND differs by more than +/- 3 degrees from the charted inbound approach course, (except for station passage). (PH 2g.8.1)
	When to Execute a Missed Approach

	Approach Type
	More than ___ occurs

	VOR
	Deviation of the CDI/bearing pointer of ± 5°
(excluding station passage) while on the final

approach segment

	CAT I ILS,

LOC, LDA
	± 3/4 scale deflection of the LOC scale and/or

glideslope indicator between final approach fix

and the appropriate minimums

	RNAV
	Lateral ± .1 nm

	
	Vertical ± 1 dot

	CAT II/III ILS
	± 1/3 dot localizer deflection of the LOC scale

and/or ± 1/2 dot glideslope deflection of the

glideslope indicator (with no sustained oscillations

about the localizer/glideslope) between 300 feet

AFE and the appropriate minimums, or when

aircraft excessive deviation monitoring system

indicates it is necessary


11. (TRUE or FALSE) When conducting an ILS PRM Approach, TCAS should be positioned to the TA/RA mode only and if a Resolution Advisory (RA) is received without an ATC Traffic Alert, accomplish TCAS Warning RA procedure.  (PH 2f.8.1)
· Review the “Attention All Users” Route Manual page. Include MVA in the approach briefing.

· Captain assumes PF duties prior to commencing approach.

· Use autopilot, flight directors and, if available, autothrust.

· Leave TCAS in TA/RA. If a Resolution Advisory (RA) is received without an ATC Traffic Alert, accomplish TCAS Warning RA procedure.

· Review ILS/PRM Breakout Actions and Callouts. If breakout initiated by:

· ATC Traffic Alert - follow controller’s vertical and lateral instructions.

· ATC Traffic Alert and TCAS RA - follow RA vertical guidance and controller’s lateral instructions.

· If the controller’s instructions include vertical guidance that conflicts with RA vertical guidance, follow RA vertical guidance while complying with controller’s lateral instructions.

12. Pilots will plan to be stabilized on all approaches by _1,000_ feet RA in both IMC and VMC. 
(PH 2f.1)
Stabilize the approach in accordance with the following rate of descent and flight parameters unless non-normal conditions require deviation and are briefed (e.g. DCA River Visual, flap non-normal, etc.):
Rate of Descent: By 1000 feet RA, the descent rate is transitioning to no greater than 1000 fpm.
Flight Parameters:  Below 1000 feet RA, the aircraft is:
· on a proper flightpath (visual or electronic) with only small changes in pitch and heading required to maintain that path,

· at a speed above VLS, no less than Target -5 kts and no greater than Target +10 kts allowing for transitory conditions, with engines spooled up,

· in trim, and in an approved landing configuration.

13. During all instrument approaches the PF's callout at 100 above minimums is "CONTINUING”. 
(PH 2f.5)
Not required if “Landing” callout has been made by PF.
14. What three conditions must exist prior to selecting AUTO THRUST OFF on approach; _pre-briefed_,

_day VMC_ conditions and _PF notifies PM_. (PH 2f.2.6)
In day VMC conditions, the autothrust may be disengaged if pre-briefed. The PF should notify the PM when engaging or disengaging the autothrust.
15. (TRUE or FALSE) Significant fuel savings can be realized through use of Flaps 3 landing, if the runway length and field conditions permit. Plan to make normal landings with Flaps 3 whenever practical. (PH 2f.2.7)
Significant fuel savings can be realized through use of Flaps 3 landing, if the runway length and field conditions permit. Although landings with Flaps 3 or FULL are permitted, plan to make normal landings with Flaps 3 whenever practical. When planning a normal landing with Flaps 3, the GPWS LDG FLAP 3 pb must be selected ON and CONFIG 3 must be selected in the MCDU PERF APPR page.

16. Maximum Airport Elevation for Automatic Landings (PH 1.10.2)
	A319
	9,200 MSL

	A320 (N663 – 680)
	6,500 MSL

	A320 (All other aircraft)
	2,500 MSL

	A321
	5,750 MSL


17. Max winds for AUTOLAND approaches. (PH 1.10.2 and PH 1.3.1)
	Headwind
	30 knots

	Tailwind
	10 knots

	Crosswind other than CAT II/III
	20 knots

	Max 90° crosswind component for CAT II/III
	15 knots


18. A go around is mandatory during CAT II/II Approaches if: (PH 2f.6.2)
· FMA does not display _LAND Green_ below 350 ft RA

· The _AUTO LAND_ warning light illuminates during approach

· FMA does not display _FLARE_ at approximately 40 ft.

19. (TRUE or FALSE) In the event there is degraded logic as described above the appropriate callout for the FO as appropriate would be; "No LAND green, "AUTO LAND Warning" or "No Flare" (PH 2f.6.2)
20. If established on the final approach segment of an instrument approach and the reported visibility is less than the required visibility for that approach, then the pilot may continue to the approach minimums. At minimums, if the reported visibility is still less than the required visibility for that approach, then: (CONTINUE APPROACH or EXECUTE A MISSED APPROACH) (PH 2g.9.2)
Go-Around & Landing
1. (Yes, No, or Maybe) Can you land with less than the planned fuel load? (FOM 10.4.1)

If the actual fuel consumption is greater than planned, the captain may change speed, route and/or altitude to reduce consumption. Coordinate with the dispatcher to determine optimum route and/or altitude. If the estimated fuel on board at landing is below FAR-requirements:

· Amend the Release by eliminating or changing the alternate if conditions permit with concurrence of the dispatcher, or

· Divert to an airport within fuel range.

Coordinate with the dispatcher at the first indication a diversion may be necessary, time permitting. A diversion must be initiated whenever the estimated fuel on board at the destination, including known delays, is below the FAR-required minimums.
Exception: The captain may continue to the destination if it is the safest course of action. Declare emergency fuel.
2. Tail strikes are more frequent during landing by a factor of two to one. The PM on each landing will monitor the pitch attitude on the PFD and call "PITCH" if _10_° is reached on an A319/320 or _7.5_° on the A321. (PH 2g.15.2)
3. Reverse thrust is most effective at (HIGH or LOW) speeds? (PH 2g.12.7)
4. Will the ram air inlet open if the DITCHING pb has been selected ON? (Training Manual 7-21.1.6)
When the RAM AIR pb is selected ON, the ram air inlet opens and ram air is directed to the mixing unit, provided the DITCHING switch is not selected ON.
5. In the event of an evacuation, the First Officer determines "IF" MAN CAB PR is in use, and if so, then selects MAN V/S CTL to _FULL UP_. (QRH EVACUATION CHECKLIST)
Parking /Post Flight
1. (TRUE or FALSE) Upon clearing the runway the Captain's call for "Flaps up" may be modified due to contaminated or other operational considerations. (PH 2h.2.3)
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 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 to avoid “AIR L(R) WING LEAK” caution. Leave the flaps extended for parking if the OAT is to remain greater than 38°C/100°F until the next departure.
2. Should the HOT BRAKE ECAM be generated due to hot brakes after landing, wait _5_ minutes or until gate arrival whichever comes first before applying the BRK FANS. (QRH, ECAM EXCEPTION)
This is to allow thermal equalization and stabilization to avoid oxidation of brake surfaces and hot spots. However, when turnaround times are short or brake temperatures are likely to exceed 500°C, use the brake fans disregarding any potential oxidation phenomenon.
Do not select brake fans “ON” if any ground personnel are in the area of the wheel wells. If a BRAKES HOT ECAM occurs after gate arrival, coordinate with ground crew before turning brake fans on.
· If BRAKES HOT is still on when the aircraft is parked, the flight crew should not set the PARKING BRK ON.

· Delay takeoff until brake temperature is below 300°C with the brake fans off.
3. If turnaround time is short and brake temperatures are likely to exceed 300°C (fans off) or 150° (fans on), flight crews should ensure the parking brake is _OFF_, unless required operationally. (PH 2h.4.3)
· The “BRAKES HOT” Caution may be disregarded during taxi in.

· Brake fan selection should be delayed for at least five (5) minutes after landing or until just prior to arrival at the gate, whichever occurs first to allow for thermal equalization and stabilization thereby avoiding oxidation of brake surface hotspots.

· If turn-around time is short and brake temperatures are likely to exceed 300°C (fans off) or 150°C (fans on), flight crews should ensure that the parking brake is released, unless required operationally. Above 500°C (fans off) or 350°C (fans on), parking brake applications should be avoided to prevent brake damage unless safety dictates otherwise.
4. (TRUE or FALSE) The captain is authorized to taxi into the gate area if any ground equipment is over the clearance line or intruding into the vacant gate area. (PH 2h.4.1)
The captain will not taxi into a gate area if any ground equipment is over the clearance line or intruding into the vacant gate area.

Exception: Ground power and stationary hydrant fuel units are allowed when confined to the designated boxed area.

5. During the FO's After Landing Flow, TCAS should be left in _AUTO_ and the Predictive Windshear Switch should be turned to _OFF_ to prevent the radar from energizing on the ground which would pose a risk to ground personnel. (PH 2h.3.2)
6. When the FO accomplishes the IRS drift and residual ground speed check, if the ground speed is greater than _15_ kts, contact Maintenance Control through the Dispatcher to see if a logbook entry is required. (PH 2h.7.3)
CAPT and FO NDs display respectively the IRS 1 and 2 residual groundspeeds. ADIRS CDU display window (selected to #3/GS) displays IRS 3 residual groundspeed. If groundspeed greater than 15 knots, contact Maintenance Control through the Dispatcher to see if a logbook entry is required.

The groundspeed check must be performed within the two minutes following aircraft stop. (Groundspeed resets to zero after two minutes).
7. If the outside air temperature exceeds 49°C (120° F) do not operate the airplane electrical system with avionics ventilation system in normal configuration for more than _2_ hrs. (PH 1.7.4)
8. After arrival at the gate when the ENG MASTERS are selected to OFF, if the engine fails to shutdown, switch the affected master switch to _ON_ then _OFF_, and if the engine still fails to shutdown, press the affected _ENG FIRE_ pushbutton and the engine will shut down in approximately 1 minute. (PH 2h.8.1)
9. On the Captain's Shutdown Flow, the Parking Brake should remain "ON" when (PH 2h.6.3):
· deplaning passengers using the _aft_ door

· parked on a _slope_
· parked on  an icy or snow covered ramp

· high or gusty _winds are expected_
· requested by ramp personnel, or
· chocks are not in

Check the brake pressure on the Triple Indicator for the left and right brakes. The ACCU PRESS indication must be in the green band. In case of low accumulator pressure, chocks are required before engine 1 shutdown.
10. Parking brakes remain on when parked on a _slope_, parked on an _icy_ or _snow covered_ ramp, _high_ or _gusty_ winds are expected, or _requested by ramp personnel_. (FOM 2.8.4)

All aircraft will be chocked when parked. Pilots will leave the parking brakes set until the engines are shut down and the “chocks in place” signal is received.
	ADDITIONAL MEMORY LIMITATIONS

	OPERATION LIMITS
Maximum 90 degree crosswind component for takeoff and landing: 29/G35 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 (A320 with IAE engines): 10 knots
Maximum tailwind component for takeoff (All A319/321 and A320 with CFM engines): 15 knots
Maximum tailwind component for landing: 10 knots
Maximum operating altitude: 39,000 feet
SPEED LIMITS

Maximum operating airspeed (VMO): 350 KIAS
Maximum operating mach number (MMO): 0.82M
Maximum taxi speed: 30 knots

Maximum taxi speed for 90 degree turn: 10 knots

Maximum gear extension speed (VLO): 250 KIAS
Maximum gear retraction speed (VLO): 220 KIAS
Maximum gear extended speed (VLE): 280 KIAS/0.67M
Maximum Flaps/Slats Extended Speeds (VFE)

FLAPS

1

1+F

2

3

4

A319/320 VFE
230 KIAS

215 KIAS

200 KIAS

185 KIAS

177 KIAS

A321 VFE
235 KIAS

225 KIAS

215 KIAS

195 KIAS

190 KIAS

Turbulence Penetration Speeds

A319/320

A321

At or above 20,000 feet

275 KIAS/.76M

300 KIAS/.76M

Below 20,000 feet

250 KIAS

270 KIAS

ICE & RAIN PROTECTION

Engine Anti-ice ON when OAT (Ground) / TAT (Flight): 10º C or below

(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: 25,000 feet
FLIGHT CONTROLS

Maximum operating altitude with slats, or flaps and slats extended: 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

30 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: 13 quarts
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