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	The USAPA training committee is asking for help from you to address any issues, both good and bad, during your recurrent training. In an effort to build on this pilots helping pilots synergy, please contact the USAPA training committee at: training@usairlinepilots.org with recommendations for improving your CQT experience. Comments that are positive, as well as constructive criticism will be addressed directly with flight training management by your USAPA training committee.


Preflight

1. (True or False) US Airways will always operate keeping SAFETY as our top operational priority. When making other operational decisions, the following priorities, listed in order of importance are: passenger comfort, schedule, and efficiency. Reference: FOM 1.1.2

2. When entering the date in the FDML, use the DD/MON/YR format. The date is listed according to _local time. Reference: FOM Appendix B.6

3. During pre-flight you find that MEL 34-61-01A has been applied to your aircraft, allowing dispatch with both FMGC navigation databases to be out of date. With this MEL you note that relief can be taken for _3_ consecutive calendar days and that _FMS / RNAV_ departures are not allowed. Reference: A320 MEL Manual

4. (Yes or No) After reviewing the dispatch release, you note the application of MEL 27-51-02A. Could a flight crew have applied and placarded this MEL? Reference: A320 MEL Manual

5. If released to a destination that is conditionally forecasted to be below landing minimums (i.e., using Exemption 3585), _two_ destination alternates must be listed on the Flight Release. In addition, while enroute, the _dispatcher_ and _captain_ will ensure the most current, relevant destination/alternate weather report(s) and forecast(s) are used. Reference: FOM 7.5.5
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.
6. If the destination airport has no instrument approach available or a circle-to-land must be conducted, the forecast ceiling must be a minimum vectoring altitude (MVA) or _1,000_ feet AGL (with _3_ miles visibility), whichever is _higher_. If the destination’s instrument procedure specifies a controlling ceiling (i.e., Ceiling Required), the forecast ceiling must be at or _above_ the pertinent ceiling. Reference: FOM 7.5.3

7. (True or False) To ensure a full alignment occurs at least once a day and for improved IR Accuracy, a full IR alignment is required on the first flight of the day and for non-GPS aircraft a full alignment is also required for crew-changes, flights outside the US, and RNAV departures. Reference: PH 2a.7.3

A full alignment should be performed prior to the first flight of the day. For non-GPS equipped aircraft, a full IR alignment is required for RNAV departures, crew changes and all flights outside of the continental United States.

Alignment: Wait at least three minutes after the aircraft comes to a complete stop before starting an alignment.

	If Inertials were …
	Then Place MODE Selectors to …

	not previously aligned
	NAV.

	previously aligned and a full alignment is required
	OFF, wait longer than 5 sec. and ensure all ADIRS
 lights are extinguished, then select NAV.

	previously aligned and a full alignment is not required
	OFF, then select NAV within 5 sec.


ALIGN IRS on MCDU as soon as possible after selecting NAV to avoid excessive ADIRS drift.

8. During the Captain's FLIGHT DECK PREP flow (first flight of the day), the check of the electric panel includes turning Bat 1 and 2 OFF then ON. Ten seconds after selecting ON, check the ECAM ELEC page that both battery charge currents are below _60 amps_ and decreasing. Reference: PH 2a.7.3
9. The PERF FACTOR on the MCDU (FMS2) can be changed if the BIAS on the flight release indicates a different value by entering the change code _PRF_ or _ARM_ as applicable, then entering the correct _PERF_ factor at LSK 6L. Reference: PH 2b.1.5

10. During preflight, use the default airport position for IRS alignment purposes. Both pilots must check the default airport position against a _published known position_ (Route Manual Airport Ref. page, Dispatch Release, etc.) Reference: PH 2b.1.5

11. When a PDC ***REVISED SEGMENT*** is received make sure the _FMS routing_ matches the  ATC clearance. The revised segment and the original filed segment must be _combined_ to determine the new clearance. Reference: PH 2b.3, 2b.4 and FOM 2.2.7
A PDC revised segment will be followed by the original filed segment. The two must be combined to determine the new clearance. Ensure the ATC clearance matches the FMS routing. If the ATC clearance matches the Flight Release routing, verify the Release total mileage is close to the FMS mileage. If ATC clearance differs from the Flight Release routing, ensure fuel is adequate for flight. Confer with the dispatcher when necessary.
12. When setting the Transponder during preflight, select _SYS 2_ on the ATC Selector when planning on using Autopilot 2 for the flight. This ensures the same ADR provides data to both the transponder and the active autopilot. Reference: PH 2a.8.3

Select SYS 1 if AP1 will be used and SYS 2 if AP2 will be used. Only SYS 1 available in Emergency Electrical Configuration.
13. (True or False) When programming the MCDU for an RNAV departure the required navigational performance (RNP) is _1.0_ NM. Reference: PH 2d.10.1

RNAV SID procedures are authorized and require as a minimum single FMS with DME/DME/IRU or GPS updating, flight director, and autopilot. Additional requirements may be listed in the chart’s Note section. The Required Navigational Performance (RNP) for RNAV procedures is 1.0 NM. For normal operations, cross-track error should be limited to 0.5 NM. During and immediately after a turn, momentary deviations up to 1.0 NM are allowed. Advise ATC immediately if unable to comply with the RNAV requirements.
Procedure:
· The RNAV departure must be in the FMS database (Manual entry of any procedural waypoint is not authorized).

·  A flight director and autopilot in NAV mode must be used for flight guidance while operating on RNAV paths. Autopilot should be turned on by 500 feet.

14. (True or False) On the A321, if the center fuel tank is not full, dispatch with fuel in the ACT is prohibited, unless directed by an MEL Reference: PH 1.6.4
15. As fuel remains one of the largest expenditures, US Airways is identifying opportunities to conserve fuel. In accordance with safety considerations and protocols, Dispatch will fuel plan for a (domestic) target arrival fuel of 60 minutes (45 minutes reserve fuel and 15 minutes holding fuel). For our purposes, target arrival fuel loads equate to (Reference: FOM 10.2 and Bulletin 5-08):

· A319: _5,600_ lbs. of fuel

· A320: _5,900_ lbs. of fuel

· A321: _7,100_ lbs. of fuel
16. The flight release indicates gate release fuel equals 31,000 lbs. In this instance, the allowable variance for dispatch is _500_ pounds. If the actual fuel load is 31,800 lbs., the crew must notify _the dispatcher_ to correct the W&B. Reference: PH 2b.1.7

Gate Release Fuel Variance: A variance of 500 pounds or 1% of the “Gate Release” fuel load (whichever is greater) is allowed. 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. Example: A fuel load of 25,200 pounds with a Gate Release fuel requirement of 25,000 pounds is acceptable within the fueling variance (e.g., 500 pounds.)

· 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. Example: A fuel load of 25,700 pounds with a Gate Release fuel requirement of 25,000 pounds is outside the variance (e.g., 500 pounds) and greater than the Gate Release fuel plus the fuel variance.
• 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. Example: A fuel load of 24,400 pounds with a Gate Release fuel requirement of 25,000 pounds is outside the fueling variance (e.g., 500 pounds) and less than the Gate Release fuel minus the fuel variance.

17. During preflight, ATIS reports ice pellets. For de/anti-icing, Type _IV_ (100%) is required. If precipitation stops before the allowance time is exceeded and the temperature remains within the same range or warmer, takeoff is authorized up to _90_ minutes after the Type IV application start time. Reference: PH 3.7
18. The _gate agent_ is responsible for discreetly informing the captain that a FAM team is assigned to the aircraft. The captain will brief the "A" flight attendant of the presence of the FAM team. Reference: FOM 5.5.8

19. A _Flight Attendant_ is trained to recognize intoxication. If there are any indications that the passenger’s conduct may be disability related, a _Complaint Resolution Officer_ is trained to determine disability. For a suspicious passenger, final determination of passenger removal is made by the captain with the _Chief Pilot’s_ concurrence. Reference: FOM 5.1.17

20. US Airways uses a Severe Weather Parking System (SWPS) when weather conditions restrict ground personnel access on the ramp. The system includes a light scheme (similar to a traffic light) mounted to a stationary vehicle, usually an aircraft tug, positioned at the gate. It is important to remember the aircraft _will not_ be chocked at the gate. The captain will ensure the parking brake remains _set_. Reference: FOM 2.8.2

Start

1. On a weight-restricted flight, the flightdeck jumpseat is limited to all _space positive_ and _A1 space available_. These jumpseat occupants have priority over all passengers/cargo. Jumpseat occupants afforded seats in the passenger cabin may be removed. In addition, company flight attendants have the same privilege on the flight attendant jumpseat. Reference: FOM 9.6.1
2. Prior to locking the flightdeck door, the "A" flight attendant will ensure all passengers are seated, carry on baggage is stowed, and cabin is ready for movement. The flight attendant then notifies the flightdeck by stating, "Captain, Seated and Stowed". Reference: PH 2b.5.6

3. (Yes, No, Maybe) When ready to depart for an international flight you are informed that one of your passengers, with checked bags, has not arrived at the gate for departure. Are you required to have that passenger's bags removed prior to departure? Reference: FOM 5.5.12

International Operations: Checked baggage may be transported only if the passenger who checked the bag travels on the same flight. If a passenger volunteers to get off the flight, his bags must be removed. 
Exception: If passenger are involuntarily denied boarding or misconnects due to circumstances beyond their control (e.g., late connecting flight), their bags do not need to be removed.

4. (True or False) Some ground stations are equipped with small tugs that are not authorized to push aircraft with an engine running. It is important not to start an engine until clearance is received from ground personnel. Reference: PH 2b.10.1

5. If, during engine start, the ground crew reports a fuel leak from engine drain mast, run the engine at idle for _5_ minutes. If the leak disappears, the aircraft can be dispatched. Reference: PH 2b.11.3

Maintenance action is required before flight if the leak is still present after five minutes.
6. When conducting a Crossbleed Start, advance the operating engine's thrust lever to obtain _30_% N1 and _30_ PSI before start initiation. Reference: PH 4.8.2

Adjust to obtain at least 30% N1 and 30 psi at start air valve before start initiation and at least 25 psi during start.
7. If the second engine is started within 40 seconds following the end of the cargo door operation, a HYD PTU FAULT is triggered. Cycling the _YELLOW ELEC PUMP_ ON then OFF will clear this ECAM. Reference: PH 2b.11.3 and QRH pg. 92
Before Takeoff

1. Performing non-essential duties or activities during critical phases of flight is prohibited. Critical phases are defined as: All ground operations involving _taxi_, _takeoff_, and _landing_, and all other flight operations conducted below _10,000_ feet MSL except for cruise flight. Reference: FOM 1.7.6

Note: An aircraft stopped on the ground with the parking brake set is not in a critical phase of flight.

2. When initiating taxi, the captain accomplishes a brake check. The purpose of the brake check is to check brake efficiency, that green hydraulic pressure has taken over, and that yellow hydraulic pressure is at _zero_ on the brake pressure triple indicator. Reference: PH 2c.3.6
3. (True or False) Differences exist between ICAO and US standard phraseology and how ATC instructs pilots to cross or hold short of intersecting runways. Due to these differences, when at international locations, do NOT cross any intersecting runways unless a clearance to cross that specific runway has been received. Reference: PH 2c.2.5

4. Taxi operations are authorized if the captain decides the visibility is sufficient. Conduct checklists only when the aircraft is _stopped_ or taxiing _straight ahead_ without complex intersections. Reference: PH 2c.6
5. Single engine taxi is the standard mode of taxi. The Y ELEC PUMP must be selected _OFF_ prior to the second engine start to allow the PTU to perform its necessary self-test. Reference: PH 2b.11.3

6. Regarding external starts, the _First Officer_ starts the engines during an Automatic Engine Start using External Air while the _Captain_ starts the engines during a Manual Engine Start using External Air. Reference: PH 4.8.1

7. (True or False) Under normal circumstances you are authorized to use reverse thrust to control taxi speed. Reference: PH 2c.3.3
8. Before takeoff, with the FMS2 system, it is important the flight crew enter/check that the correct _ZFW_, _ZFWCG_ has been entered. These data, received from the final W&B, need not be entered if the uplink values are correct. Reference: PH 2c.14, Bulletin 10-8
9. When operating the FMS2 system, the amber scratch pad message CHECK TAKEOFF DATA is displayed only when the _runway_ is changed after the T/O PERF data has been entered. Reference: PH 8.1, Bulletin 10-08
The amber scratchpad message CHECK TAKEOFF DATA is displayed only when the runway is changed after the T/O PERF data has been entered. REV2+ allows the T/O runway to be inserted after the T/O PERF data has been completed without generating the scratchpad message. Previously all runway entries or changes triggered the white CHECK TAKEOFF DATA. 
When clearing CHECK TAKEOFF DATA messages, it is very important to confirm T/O data prior to selection of FLEX or TOGA for takeoff. If takeoff data is not confirmed and V2 is not entered when FLEX or TOGA is selected, flight guidance and A/THR will not be available during takeoff.
10. (True or False) Following a mechanical discrepancy after dispatch, it is NOT necessary to comply with any applicable MEL/CDL and Supplemental Non-Normal Procedures prior to takeoff since technically, no MEL exists. Reference: PH 2c.1.1
	Discrepancy – After Dispatch Before Takeoff

	Step
	Action

	1
	Does the captain want to continue the flight?

· If no, go to Step 2

· If yes, go to Step 3

	2
	Return for maintenance action.

· Enter the discrepancy in the Maintenance Logbook.

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

	3
	Contact the controlling dispatcher via phone patch, relay through Operations, or ACARS to discuss flight issues.

	4
	Can the flight be safely executed?

· If no, return to Step 2.

· If yes, go to Step 5

	5
	Comply with any applicable MEL/CDL and supplemental/non-normal procedures prior to takeoff. Since an MEL is not applied once the aircraft is dispatched, an amended release is not required.

	6
	When time permits and not in a critical phase of flight

· Enter the discrepancy in the FDML, and …

· Send an ACARS message of the discrepancy using the procedures outline in FOM “Mechanical Discrepancies In-Flight”


11. When the First Officer reads the ramp weight directly from the final weight and balance, the Captain will confirm the aircraft weight on the lower ECAM is within _1,000_ pounds. Reference: PH 2c.13.1

The first officer will read the Ramp weight directly from the paper Final Weight and Balance. The captain will confirm the aircraft weight on the lower ECAM is within one thousand pounds of the Ramp weight on the Final Weight and Balance. If the difference is greater than one thousand pounds then ensure the difference is reasonable considering estimated taxi fuel burn.
12. The use of FLEX thrust for takeoff significantly increases engine reliability and efficiency while reducing fuel consumption. FLEX thrust IS permitted on wet runways but is NOT permitted on _contaminated_ runways. Reference: PH 2c.3.10

· FLEX thrust is permitted on wet runways because accelerate/stop distance is adjusted for the wet condition.
· Takeoff at FLEX thrust is not allowed on contaminated runways (i.e., ice or greater than 1/8 inch of snow, slush, or standing water).
13. For aircraft equipped with dual tilt radar controls, select _CAPT_ during radar use below 2500 feet AGL so as to optimize predictive windshear performance. Reference: PH 2c-12.3

14. The First Officer initiates the BEFORE TAKING THE RUNWAY flow _1_ to _3_ minutes prior to takeoff by notifying the Flight Attendants to be seated for takeoff. Reference: PH 2c.12.3

15. With reference to the First Officer's BEFORE TAKING THE RUNWAY flow, ENG MODE is selected to

_IGN_ when the runway is contaminated with standing water, slush, snow or ice, or if heavy rain or moderate turbulence is expected or when applying windshear precautions. Reference: PH 2c.12.3

16. Do not takeoff if brake temperatures exceed _300_°C (brake fans OFF) or _150_ °C (Brake fans ON) Reference: PH 2c.3.6

The relationship between the actual disc temperature and the indicated temperature on the ECAM WHEEL page can vary by as much as 50° to 150°C. This is due to temperature sensor location, and the result of direct fan air on the sensors. When brake fans are selected on, the indicated temperature drops rapidly. Similarly, when the brake fans are selected off, a delay of several minutes may be noted before the ECAM WHEEL page displays accurate brake temperatures. As a result, if brake fans are used during taxi out, the actual temperature may be higher than indicated. This condition could result in a BRAKE HOT advisory message shortly after takeoff. When taxiing out, crews should use the brake fans to manage indicated brake temperature within a range of 100°C to 150°C. Crews should not takeoff if brake temperatures exceed 150°C with brake fans on (or shortly after brake fans are used) or 300°C with brake fans off. If fans are not used for taxi, crews may depart with indicated brake temperatures less than 300°C, as the reading will represent actual temperature.

17. ATIS is reporting light freezing rain (-FZRA) but none is observed or felt from an open flightdeck window. The proper procedure the crew must adhere to include:

· Request a special observation. If none is received or if it still incorrectly indicates icing restrictions, the captain may operate based on the actual conditions.

· Perform a _Cabin_ _Check_ to ensure no adhering contamination is present on critical surfaces.

· After takeoff, when time permits, an _ACARS_ _message_ must be sent to dispatch (e.g., -FZRA reported, none felt/seen. Requested wx update. Departed w/o de/anti- icing).

Reference: PH 3.7 De/Anti-Icing Worksheet

18. For cold weather operations with moderate to severe icing conditions present, periodic engine run-ups should be conducted as follows: CFM: _70%_ N1 for 30 seconds in intervals of less than 30 minutes. IAE: _50%_ N1 for 30 seconds in intervals of less than 30 minutes. Reference: PH 3.6.6

Periodic:
· CFM: 70% N1 for 30 seconds in intervals of less than 30 minutes

· IAE: 50% N1 for 30 seconds in intervals of less than 30 minutes

Prior to takeoff, accomplish static engine run-up to:
· CFM: 70% N1 for 10 seconds

· IAE: 50% N1 for 10 seconds

19. Operations on runways less than _5,000_ feet are authorized subject to captain/dispatcher concurrence provided the runway is not contaminated, there is no tailwind, and the wind conditions make it a more desirable operation. Reference: FOM 2.3.2

20. When experiencing an On Aircraft Delay (OAD), the flight crew will provide customers and flight attendants with updated delay status approximately every _15_ minutes. Reference FOM 2.2.14.

The flight crew will provide customers with updated delay status approximately every 15 minutes. 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).

Takeoff

1. When crosswind components exceed 20 knots or a tailwind exists for takeoff, the PF will apply full forward sidestick, to be progressively neutralized between 80 and 100 knots. In addition, initially advance the thrust levers to _50_% N1, then _70_% N1 (CFM) / _1.05_ EPR (IAE). FLX or TOGA should be selected no later than 40 knots. Reference: PH 2d.2.5
2. When flying a "Close-In" procedure following takeoff, such as departure from KSFO, select CL thrust when LVR CLB flashes at _1,500_ feet AFE, and follow F/D commands to maintain V2 + 10 to 15 knots until _3,000_ feet AFE. Adjust the pitch attitude to maintain a slight climb rate while accelerating. Reference: PH 2d.3.5
	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


· Distant: When LVR CLB flashes (1000 feet), select CL thrust and adjust the pitch attitude to maintain a climb rate while accelerating to green dot. Retract the flaps at the appropriate “F” or “S” speed. Once the SLAT/FLAP retraction is complete, climb at green dot to 3000 AFE then accelerate to 250 KIAS and resume normal climb.

· Close-In: When LVR CLB flashes (1500 feet), select CL thrust and follow the F/D commands to maintain V2 + 10 to 15 knots until 3000 feet AFE, then adjust the pitch attitude to maintain a slight climb rate while accelerating. Retract the flaps at the appropriate “F” or “S” speed. Once the SLAT/FLAP retraction is complete, accelerate to 250 KIAS and resume normal climb.

3. (True or False) US Airways recommendations for the Go/No Go decision during takeoff include reject when between 80 knots and V1 for engine failure, aural fire warning, or the perception the aircraft is unsafe or unable to fly. Reference: PH 2d.6.4
· Below 80 Knots: US Airways recommends a rejected takeoff for items such as engine failure, fire or fire warnings, or inability to develop rated takeoff thrust without exceeding engine limits, unusual noise or vibration, tire failure, amber MASTER CAUTION light, abnormally slow acceleration, or the perception the airplane is unsafe or unable to fly.

· Between 80 Knots and V1: US Airways recommends a rejected takeoff for items such as engine failure, aircraft aural fire warning, or the perception the aircraft is unsafe or unable to fly.

Note: Above 80 knots, US Airways does not recommend rejecting a takeoff solely for illumination of the amber MASTER CAUTION light or nose gear vibration.

4. During takeoff, the ECAM inhibits the warnings/cautions that are not paramount from _80_ knots to _1,500_ feet AGL (or two minutes after lift-off, whichever occurs first). Reference: PH 2d.6.4

The following items are not inhibited when the ECAM “TO INHIBIT” memo is displayed:

· ENGINE FIRE

· APU FIRE

· ENG FAIL (ENGINE SHUT DOWN)

· ENG OIL LO PR

· ENG REV UNLOCKED

· L + R ELEV FAULT

· AP OFF (AP is not engaged for takeoff. Therefore, AP OFF warning should never occur)

· CONFIG

· FWC 1 + 2 FAULT (without aural warning or caution light)

· PWS caution or warning (inhibited at 100 knots)

5. Following a loss of thrust on takeoff, after liftoff the rudder should be _trimmed_ prior to autopilot

engagement. Reference: PH 2d.8.10
After Liftoff Directional Control: The first indication of engine failure will be a yaw towards the failed engine. Use rudder conventionally to prevent yaw. Adjust rudder input/trim to center the blue sideslip index (β target) with the roll index (β target = 0). At V2 with TOGA thrust, full rudder trim may be required. The rudder should be trimmed prior to autopilot engagement. Keep the β target zero with rudder and control heading through bank. The

flight guidance system automatically limits bank to 15°. If F/D is not available, do not exceed 15° bank if IAS is less than green dot (VFTO).
6. Following a loss of thrust at or above V1, the safest course of action, normally, is to accomplish the applicable ECAM/QRH procedure after the flaps are up and the desired climb speed has been attained. 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_ AFE. Reference: PH 2d.8

7. (True or False) If an engine is on fire and still producing normal thrust, aircraft performance should not be adversely affected. If this condition exists during takeoff at or above V1, follow the normal climb profile except comply with runway specific "Engine Failure - Takeoff" procedure if published; otherwise, fly runway heading. Reference: PH 2d.8.3
8. While on takeoff roll at 80 KIAS, the pilots receive a Predictive Windshear ADVISORY (windshear icon on ND with no accompanying aural warnings). The appropriate pilot action should be to select _TOGA_ and _continue_the_takeoff_. Reference: PH 2i.3.4

	Predictive Windshear Procedures

	
	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)

	PHASE OF FLIGHT:
	

	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

· 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.


9. (True or False) If an ENG 1(2) COMPRESSOR VANE ECAM warning message for IAE engines is displayed during the transition from takeoff to climb, contact MOC through dispatch. If no abnormal engine operation is evident and it is determined the warning message is a nuisance fault, it is acceptable to continue to destination. Reference: PH 2d.3.5
10. During a rejected takeoff, autobrake activation will not occur when the airspeed is less than _72_ knots. Manual braking must be used. Reference: PH 2d.6.5

11. Reactive windshear detection is activated from rotation to _1,300_ ft. RA during takeoff, and _1,300_ ft. to _50_ ft. during approach. Reference: PH 2i.3.5

If, during takeoff or approach windshear is detected, the flight crew will receive a red WINDSHEAR indication on the PFD and a “WINDSHEAR; WINDSHEAR; WINDSHEAR” voice message.

Climb, Cruise, Descent
1. On Enhanced aircraft when climbing through 10,000', the NO PED signs does not produce a two bell signal leaving the sterile flightdeck environment therefore it is necessary to turn OFF the PED switch and cycle the _Seat_ _Belts_ switch. Reference: PH 2e.5.3
2. If UPLINK is available, it is recommended that flight crews perform a WIND UPDATE above _10,000_ feet MSL. A successful WIND UPDATE is more likely when performed in flight as compared with on the ground. Reference: PH 2e.3.5

3. During a climb to FL240 ATC clears you to cross the GBN VOR at or above FL180. To honor the constraint at GBN in managed climb, the pilots depress the right hand key on the MCDU next to GBN and enter _+18000_. To complete the operation, ensure managed climb is selected on the FCU and confirmed on the FMA. Reference: Airbus Training Manual 7.34.4.22

4. When navigating in Oceanic Airspace, fly the aircraft along the route on centerline or 1 or 2 NM _right_ of centerline. The intent of this procedure is to reduce risk by distributing aircraft laterally along a route across three available positions. Do not offset _left_ of centerline. Reference: FOM 15b.6.2
To accomplish the offset, use the offset function of the FMS. Offsets may be applied outbound at the time radar contact is terminated. Aircraft must return to centerline when radar contact is re-established. This lateral offset procedure can also be used to avoid wake turbulence. To coordinate, pilots may contact other aircraft on the air-to-air frequency 123.45, as necessary, to ensure the best wake turbulence offset option. There is no ATC clearance required for this procedure and it is not necessary ATC be advised.

Airbus FMS Offset Procedure:
1. FLIGHT PLAN page select [1L].

2. Enter distance and Right offset in [2L] (e.g. 2R).

3. Select Insert [6R].
5. Your international flight has been dispatched under re-release provisions. The flight time from your departure station to the release station is planned at 4 hours and 45 minutes. The flight time from your re-release point to your destination station is planned at 1 hour and 16 minutes. The weather at the release station is forecast to be 1 SM and OVC 035, while the weather at your destination is VFR. What alternates are required on your flight plan? _d_
a. One alternate is required. The destination is VFR, but the total flight time is more than 6 hours, so an international alternate is mandated.

b. Two alternates required. One for the release station, and another for the destination since the total flight time is over 6 hours.

c. None are required. Both segments are less than 6 hours, and the destination weather is the only one that needs to be considered.

d. One alternate is required for the release station, since the forecast visibility is lower than 3 sm, or 2 sm above the lowest compatible visibility minimums, whichever is greater. No alternate is required for the destination because the weather forecast is VFR and the flight time from re-release to destination is less than 6 hours.

Reference: FOM 7.5.4

International Operations: Alternates for international flights are evaluated on weather and segment length criteria. For flights:

· not operated under re-release provisions, the segment length is from departure to destination station.

· operated under re-release provisions, there are two segment lengths: one from the departure station to the release station and the other from the re-release point to the destination station.

Note: Alternates may be required for one or both segments.
An alternate airport is not required for international flight segments scheduled for 6 hours or less if:

· either the destination weather reports and forecasts within ±1 hr of the ETA indicate the:

· ceiling will be at least 1,500 ft above the lowest compatible published instrument approach minimum, or 2,000 ft above the airport elevation, whichever is greater, and
· visibility will be at least 3 sm, or 2 sm above the lowest compatible approach visibility minima for the planned approach, whichever is greater, for the instrument approach procedure to be used at the destination airport;
· or the segment(s) are conducted over a route approved without an available destination alternate, and, considering wind and other weather conditions, the aircraft can fly to the destination and at least 2 hours thereafter at normal cruising fuel consumption.

Exception: An alternate may be planned when single runway operations, runway contamination, winds approaching crosswind limits, or when other special considerations are present.

6. (True or False) If you request, or if ATC clears you off your routing when flying under the NRP (National Route Program) Designation, you are permanently off the program, removed from priority handling and the flight cannot return to NRP status. Reference: FOM 2.4.1
7. The normal fuel feed sequencing for the A321 is:

a. Aft ACT transfers fuel into the _center_ tank.

b. Forward ACT transfers fuel into the _center_ tank.

c. Center tank transfers fuel into the _wing_ tanks.

d. Wing tanks feed the engines.

Reference: Airbus Training Manual 7-28.1.7

With the MODE SEL pb in AUTO, the Fuel Level Sensing Control Unit (FLSCU) has automatic control of the transfer valve. When the transfer valve is open, fuel from the wing tank pumps flows through the jet pump and creates suction. This suction moves the fuel from the center tank to the related wing tank. The FLSCU automatically closes the associated center tank transfer valve when the wing tank is full. The transfer valve reopens the center tank transfer valve when the engines have used 550 lbs of wing tank fuel.
With the MODE SEL pb in MAN, the center tank transfer valves open. Wing tank overflow must be prevented by selecting the CTR TK XFR pbs OFF when the wing tanks are full. They must also be selected OFF when the center tank is empty. With the ACT pb in AUTO, automatic control of the transfer occurs after takeoff at slats retraction. It is initiated if the center tank high level sensor has been dry for 10 minutes and fuel remains in either ACT. Fuel transfer from the ACTs to the center tank is made by pressurizing the ACT, closing the ACT vent valves, and opening the air shutoff and inlet valves. ACT2 transfers first. 
During transfer, if the center tank high level sensor gets wet, transfer from the ACT stops. The transfer valve opens when the center tank high sensor is dry for 10 minutes.
8. (True or False) As it relates to fuel efficiency, a step climb of 1000 feet would be justified by cruising at least 15 to 30 minutes at the higher altitude. Reference: FOM 10.1.5

9. For Non-ETOPS operations, the nearest _suitable_ airport should provide the _highest_ level of safety while considering the exposure to the non-normal procedure. ATC controllers have charts and directories which are helpful in determining the best alternatives. Reference: FOM 4.12.1

Factors to consider:

· in-flight hazard created by non-normal

· time to diversion airport and aircraft performance

· enroute weather and terrain

· terminal weather, terrain and instrument approach facilities

· number, length and condition of runways

· pilot airport familiarity

· airport NOTAMs

· facilities including crash, fire, and rescue capabilities

Note: The nearest suitable airport in this context is not the same as the ETOPS definition of a suitable airport.

10. An engine failure driftdown terrain analysis is performed on all filed routes when terrain along and within five statute miles either side of the route exceeds 6,000 feet. If the aircraft cannot maintain terrain clearance along the route, it must _ proceed to an enroute alternate airport _ provided in the Body/Scratchpad of the flight release. Reference: FOM 12.9

· 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.
11. During an international flight, you have to divert to an unplanned foreign location with Federal Air Marshals (FAMs) onboard. At the time of the diversion, you should coordinate with the _current_ _ATC_ _facility_. In addition, you need to contact the OCC and communicate the diversion facts and that FAMs are onboard. When landing, you must also notify the ATC facility that FAMs are onboard the aircraft. Reference: FOM 5.5.8

12. In flight, you notice an intermittent malfunction that cleared itself. You also remember this malfunction has been written up in the FDML _2_ or more times (excluding this occurrence) in the past _10_ days. When entering this discrepancy into the FDML, you cannot make an _INFO_-_ONLY_ write-up. Reference: FOM 8.3.5

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 through the controlling dispatcher.

13. To give maintenance an early alert, when at or above _10,000_ feet, report any in-flight discrepancies as soon as possible using the ACARS _MTC_ function. Briefly describe the nature of the problem. You can expect maintenance to reply to the ACARS; however, if no response is received, crews should call _MOC_ upon arrival at the gate. Reference: FOM 2.4.2
14. During cruise, a TCAS Traffic Advisory ("Traffic, Traffic") is quickly followed by a Preventative Resolution Advisory ("Monitor Vertical Speed"). The pilots' correct response to this Preventative RA is to accomplish/callout "AUTOPILOT_-_OFF_ , _FLIGHT_ _DIRECTORS_ - _OFF". Maintain or adjust the vertical speed as required to avoid the red area of the vertical speed scale. Reference: PH 2i.5.2
15. Operational maximum fuel imbalances will be indicated by an ECAM Advisory condition. The visual indications presented to the crew to alert them of this condition include the ECAM FUEL page displayed automatically with the fuel quantities _pulsing_. Reference: PH 1.6.3

16. If the estimated fuel on board at landing is anticipated to be below a 30 minute supply, what actions are required of the flight crew?

a. Ask ATC for vectors to the nearest suitable airport, and inform dispatcher of your diversion.

b. Declare an emergency due to low fuel.

c. Slow the aircraft to save fuel, and advise ATC that your TAS will be off more than 5 knots from you filed TAS.

d. Make a Minimum Fuel advisory.

Reference: FOM 10.4

Emergency Fuel Advisory: Declare emergency fuel to ATC and report fuel remaining in minutes if:

· the estimated fuel on board at landing is below 30 minutes (plus fuel to alternate if required) or

· the projected fuel supply suggests the need for traffic priority to ensure a safe landing.

An ASAP/Event Report is required.
17. If cruising at FL 350 and the one and only other pilot has to leave the flight deck to go the bathroom, the remaining pilot must _don oxygen mask_ when the departing pilot leaves his/her station. If a rapid decompression should occur, the time of useful consciousness is approximately _15_ to 30 seconds. Reference: PH 2e.8.2 and FOM Training Manual 11.4.4

18. When opening the flight deck door, someone must be in control of the door _at all times_ and that

person must be able to immediately close it if necessary. The amount of time the flightdeck door is open is directly related to the security of the flightdeck and should be limited to _3_ seconds or less. Reference: FOM 5.4.2

19. (True or False) When leaving the flightdeck for any reason during flight, the flight attendant remaining in the cabin/galley area will block the aisle between the passengers and the flightdeck door with her/his physical presence. Placing a beverage cart in the isle may be used at random. Reference: FOM 5.4.2

20. (True or False) An ECAM message occurs in cruise, Non-Normal methodology now allows the PM to assess both Immediate Action Items and the ECAM Exceptions on the indexes found on the back of the QRH before transferring aircraft control. Reference: PH 9.1.4

1. PF - Maintain Aircraft Control

2. Identify the Non-normal

PM - Cancels the Warning or Caution, if applicable

3. PM - Determine if Immediate Action or ECAM Exception

4. PM - Accomplish Immediate Action Items, if applicable
5. Captain - Assigns PF

6. PM - Accomplish Non-normal procedure

7. PM - Accomplish ECAM Follow-Up procedures, if applicable
21. The Immediate Action Items for the loss of the Captain's PFD, ND, and the E/WD include the following memory item: _AC_ _ESS_ _FEED_ … _ALTN_. Reference: QRH rear cover and Page IV.

22. Should the need to contact Medlink arise, the captain initiates contact with MedLink by contacting the controlling _dispatcher_. Reference: QRH pg. 113

23. Wing anti-ice should be selected ON whenever there is a visual indication that airframe icing exists. This can be evidenced by ice accumulation on the _visual_ _ice_ _indicator_ or _windshield_ _wipers_. Reference: PH 3.6.8

Departure: If required, wing anti-ice is normally selected on after the first thrust reduction; therefore, no wing anti-ice takeoff weight penalty is required.
Climb, Cruise, and Descent: Wing anti-ice may either be used to prevent ice formation, or to remove ice accumulation from the wing leading edges. Wing anti-ice should be selected ON, whenever there is an indication that airframe icing exists. This can be evidenced by ice accumulation on the visual ice indicator (located between the two flightdeck windshields), or on the windshield wipers.
Approach: If required, wing anti-ice is normally selected off at the FAF; therefore, no wing anti-ice landing weight climb penalty is required. If in severe icing conditions, wing anti-ice may be left on for landing. In the event of a go around, wing anti-ice is normally selected on after the first thrust reduction. During the go around, if wing anti-ice is required prior to the first thrust reduction, apply a landing weight climb penalty.

24. The Fuel Mode Sel pb FAULT (A319/320) light will illuminate when the center tank has more than _550_ lbs of fuel and the left or right wing tank has less than _11,000_ lbs. Reference: Airbus Training Manual 7-28.2.1

25. (True or False) The RAT can be extended manually by depressing the RAT MAN ON pb on the hydraulic panel. This pb will cause only the pressurization of the blue hydraulic system and NOT provide emergency electric power. Reference: Airbus Training Manual 7-24.1.7

Emergency Generator: If both AC bus 1 and 2 are lost and the airspeed is above 100 kts, the Ram Air

Turbine (RAT) automatically deploys and pressurizes the blue hydraulic system, which drives the hydraulically driven emergency generator. A generator control unit controls generator output which is considerably lower than that of the main generators. Once the emergency generator is up to speed it will supply power to the AC ESS BUS and DC ESS BUS (via the ESS TR). During RAT deployment and emergency generator coupling (approximately eight seconds), the batteries supply power to these buses. After landing, the DC BAT bus is automatically connected to the batteries when airspeed drops below 100 knots. When the speed decreases below 50 knots, the AC ESS bus is automatically shed, and power is lost to the CRTs.
The RAT can also be deployed manually by pressing the EMER ELEC PWR MAN ON pb on the overhead panel. The RAT can only be stowed on the ground. If the pilot activates the RAT, during flight under normal electrical supply, it will assume electrical supply of the AC and DC ESS and ESS SHED buses. All other buses continue to be powered by their normal channels.
The RAT can also be extended by depressing the RAT MAN ON pb, on the hydraulic panel. This pb will cause only

the pressurization of the blue hydraulic system and will not provide emergency electrical power.
26. (True or False) The lavatories are supplied with smoke detectors. The flightdeck crew must rely on the flight attendants to alert them to smoke/fire in the lavatories, as there is no indication of lav smoke via ECAM. Reference: Airbus Training Manual 7-26.1.5

Each lavatory is equipped with a smoke detector. If smoke is detected, a signal is sent to a Smoke Detection Control Unit (SDCU) which triggers a smoke warning. Lavatory smoke is indicated by an aural CRC, the illumination of the MASTER WARN light and a red ECAM message SMOKE LAVATORY SMOKE. Each lavatory waste bin is protected by a self-contained extinguisher which discharges automatically in case of fire.
27. List the items in the PM's DESCENDING THROUGH 18,000 FEET flow.

1. _SEAT_ _BELTS_ - ON

2. _ECAM_ - Checked

3. _MCDU_ - Set

Reference: PH 2e.14.3

28. During the PF's DESCENDING THROUGH 10,000 FEET flow on an Enhanced aircraft, the NO PORTABLE ELEC DEVICE switch is selected ON, and to produce a "two bell" signal, the _SEAT_ _BELTS_ switch is cycled. Reference: PH 2e.17.3

Approach
1. There are two similar yet different notes on approach plates regarding special certification or special authorization required. For special certification, these special approach minima are flown as _coupled_ approaches to decision altitude or initiation of a missed approach, unless visual contact with the runway environment allows safe continuation. If the approach is flown to the standard minima, a coupled approach is _not_ required. For special authorization, if an approach note contains “SPECIAL AIRCREW & AIRCRAFT AUTHORIZATION REQUIRED”, you cannot fly the approach unless it is authorized in the _Airport_ _Advisory_ _Pages_. Reference: FOM 2.6.2

2. CONF _3_ is the standard flap setting for landing. CONF _FULL_ landing should be considered for the following situations:

a. Short (6000 ft. or less), wet, or icy runways

b. Low visibility, tailwinds

c. Steep approaches

d. Operating with an MEL or non-normal that affects landing performance

Reference: PH 2f.2.7

3. (Yes or No) Is "Landing Performance" a required item on the approach brief when weather is 2000/3 or greater? Reference: 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:

· electronic / visual means to identify the runway. Identify the approaches 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.

4. Autopilot 2 is required for managed non-precision approaches. If autopilot 2 has failed and/or an engine has failed, a manually flown managed non-precision approach is authorized only if an _ILS_ approach is not available. Reference: PH 2f.9.8

5. (True or False) When entering minimums in the MDA field of the PERF APPR page for a managed non-precision approach, enter the DA(H) if published, or DDA (MDA + 50 ft.) if MDA is published. If the approach chart includes the note "Only authorized operators may use VNAV DA(H) in lieu of MDA," crews can use published MDA in lieu of DDA. Reference: PH 2f.9.3, QRH OD-6

If the Approach Chart includes the following note: “Only authorized operators may use VNAV DA(H) in lieu of MDA.” Crews can use published MDA minimums in lieu of DDA.

DA: RNAV approaches with LNAV/VNAV minimums depicted are always based on a barometric altimeter decision altitude (DA). RNAV approaches with only LNAV minimums depicted are flown to a derived decision altitude (DDA).

DDA: When the non-precision approach utilized requires the use of, or specifies an MDA as opposed to a DA (H), the Derived Decision Altitude is obtained by adding fifty (50) feet to the MDA value associated with the approach procedure. The DDA will then be entered into the MDA field of the PERF page. This DDA will be the altitude at which the missed approach will be initiated if necessary. The insertion of this altitude will prevent the aircraft

from descending below the MDA during the initiation of a missed approach procedure. Standard approach callouts will be made in reference to the DDA (e.g., "100 Above").

6. When the ATIS broadcast advises that simultaneous ILS/PRM approaches are in progress (e.g., PHL, KATL, KSFO), pilots should brief to fly the ILS/PRM approach. If later advised to expect the ILS approach, the ILS/PRM chart may be used after completing the following briefing items:

a. Minimums and missed approach procedures are unchanged

b. _Monitor_ _frequency_ is no longer required

c. A lower _glideslope_ _intercept_ _altitude_ may be assigned when advised to expect the ILS approaches.

Reference: PH 2i-11 and Jeppesen Route Manual KATL, KPHL, KSFO pg.11-0

7. (Yes or No) Is the A321 authorized to conduct autoland ops at KDEN (5431 feet MSL)? Reference: PH 1.10.2

	Maximum Airport Elevation for Automatic Landing

	A319
	9,200 MSL

	A320 (N663 – 680)
	6,500 MSL

	A320 (All other aircraft)
	2,500 MSL

	A321
	5,750 MSL


8. The maximum allowable winds for autoland approaches are:

a. Headwind _30_ knots

b. Crosswind for CAT II/III _15_ knots

Reference: PH 1.3.1, PH 1.10.2
	Maximum Winds for Automatic Approach, Landing, and Roll Out

(including gusts)

	Headwind
	30 knots

	Tailwind
	10 knots

	Crosswind other than CAT II/III
	20 knots

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


9. When capturing the glideslope from above with the APPR mode armed, set vertical speed as required to capture the glideslope. Vertical speed is normally used rather than OPEN DESCENT, since OPEN DESCENT is not authorized inside the _FAF_ or below _1000_ ft. AGL in VMC. Reference: PH 2f.4.3

Approaching the glideslope, ensure that glide slope capture occurs, and that the aircraft does not descend below the glide slope. Once captured, GS will become active and the missed approach altitude may now be set on the FCU. If the aircraft cannot meet the stabilized approach criteria, execute a missed approach.

10. On approach the crew receives a Predictive Windshear Caution (Windshear icon on ND, Amber W/S AHEAD on PFD, and aural "Monitor Radar Display"). The crew's corrective action is to execute a _normal_ go-around using _TOGA_ thrust. Reference: PH 2i.3.4

11. (True or False) It is permissible to continue an instrument approach past the FAF or begin the final approach segment of an instrument approach procedure when the reported visibility is less than the required visibility for the approach, as long as the reported visibility is equal to or greater than the required visibility prior to landing. Reference: PH 2g.9.1

Prior to FAF: Do not continue an approach past the final approach fix; or where a final approach fix is not used, begin the final approach segment of an instrument approach procedure; if the reported visibility is less than the

required visibility for that approach.

On Final Approach Segment: If established on the final approach segment of an instrument approach procedure 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 execute a missed approach.

12. In maintaining stabilized approach parameters, when below 2500 feet RA, do not descend at a rate that exceeds _2000_ FPM (feet per minute). Reference: PH 2f.1.1

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. flap non-normal, etc.) or a charted procedure requires maneuvering which could cause temporary deviation from stabilized criteria (DCA River Visual).

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 flight path (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. For proficiency purposes, a visual approach may be flown without the _autopilot_ or _flight_ _director_. If the Flight Director is inoperative or not being used, the _flight_ _path_ _vector_ should be displayed. Reference: PH 2f.2.6

In day VMC conditions, the autothrust may also be disengaged if pre-briefed. The PF should notify the PM when engaging or disengaging the autothrust.

14. When conducting a VOR approach the PM monitors raw data in ROSE NAV or ARC on the ND. A go-around must be initiated if the raw data differs by more than ±_5º_ from the charted inbound approach course. Reference: PH 2f.9.8

RNAV Restrictions: The following restrictions apply only to RNAV approaches:

· both FMGCs and both GPSs must be operative

· GPS PRIMARY and NAV ACCUR HIGH must be present on operational MCDU PROG pages (may be confirmed on ND)

· change the MCDU PROG page REQUIRED field to 0.30 nm

· RNP 0.25 nm or less must be displayed on the MCDU PROG page ESTIMATED field (EPE)

· refer to the RNAV Approach Flow Chart in the QRH for minimums and additional restrictions

· A go-around is mandatory if a “NAV ACCUR DOWNGRADE” message is displayed on the ND or MCDU.

VOR/NDB Restrictions: The following restrictions apply only to VOR and NDB approaches:

· tune the underlying VOR/NDB station (If ADF installed) on the RAD NAV page

· the underlying raw data must be monitored 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 go around 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)

15. Under normal conditions (no non-normal present), if the aircraft is not stabilized at 1000 ft. RA in IMC, the correct call-out by the PF is, "UNSTABLE" and performs a go-around. Reference: PH 2f.1.2

	Stabilized Approach Callouts

	If …
	and…
	then …

	At 1,000 ft RA
	Stabilized
	The PF calls “STABLE”

	
	Unstabilized in IMC
	The PF calls “UNSTABLE” and performs a go-around.1

	
	Unstabilized in VMC
	Compliance with the flight parameters shown below (not rate of descent) may be delayed until 500 ft RA as long as the deviation is verbalized (e.g., “Unstable, slightly high – correcting”, etc.), otherwise the PF calls out “UNSTABLE” and performs a go-around1.

	At 500 ft RA2
	Stabilized
	The PM calls “STABLE, ± ___ (from Target Speed), SINK ___”

	
	Unstabilized
	The PM calls “UNSTABLE” and the PF performs a go-around.1

	1If non-normal conditions require deviation and are briefed the approach can be continued.

2Callout not required during non-precision approach unless “Landing” callout is made above 500 feet.

	Stabilized Approach Notes

	Policy: Pilots will plan to be stabilized on all approaches by 1,000 ft RA in both IMC and VMC. 

	Rate of Descent: By 1,000 ft RA, the descent rate is transitioning to no greater than 1000 FPM.

	Flight Parameters: Below 1,000 ft AFE, the aircraft is:

· On a proper flight path (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 not greater than Target + 10 kts allowing for transitory conditions, with engines spooled up,

· In trim, and

· In an approved landing configuration


16. A go-around is required during a CAT II/III approach if the FMA does not display a LAND green below _350_ ft. RA. Reference: PH 2f.6.2

A go around is mandatory during a CAT II/III approach if:
· 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.

17. Minimum altitude for autopilot use on approach is _160_ ft. AGL for (non-autoland) precision approaches. Reference: PH 1.10.1

18. (True or False) After gear extension the Triple Indicator must be checked for residual pressure. Reference: PH 2f.5

19. Following a single engine autoland, use of the operative thrust reverser is permitted, provided no more than _idle_ _reverse_ _thrust_ is used and crosswind is not more than _15_ knots. Reference: PH 1.10.2

Go-Around and Landing
1. Use _6_ bells to notify the flight attendants when an emergency could require an evacuation. Use _2_ bells to notify the flight attendants when a precautionary landing situation exists. Reference: FOM 1.6.12

2. (True or False) During a go-around the aircraft will climb to the FCU altitude and will not comply with lower altitude restrictions. If a crossing altitude restriction is present on the missed approach, which is below the missed approach altitude, the crossing altitude must be set in the FCU altitude window. Reference: PH 2g.2.2
3. In the event a go-around is required after disconnecting the autopilot, whether or not FPV is in use, the FD bars will be _automatically_ restored in _SRS | GA | TRK_ modes. Reference: PH 2g.2.2

4. If ATC directs a climbing breakout from an ILS PRM approach, the captain simultaneously disconnects the autopilot, advances the thrust levers to _TOGA_, and calls "BREAKOUT, TOGA". Reference: PH 2g.7

5. Tail strikes are more frequent during landings then on takeoffs. In fact they occur more frequently during landing than on takeoff by a factor of two to one. Review of max pitch on landing for the specific aircraft type being flown is required for all approach briefings and is _10°_ for the A319/A320 and _7.5°_ for A321. The PM will monitor the pitch attitude on the PFD and call “PITCH” if these pitch attitudes are reached. Reference: PH 2-10 (10 / 7.5) and PH SOPs.11

6. One of the many system differences associated with new Airbus (Enhanced) aircraft is tail strike warnings. A "V" bar is displayed on the PFD whenever the aircraft is below _400_ feet AGL and represents the maximum pitch allowed. Reference: PH Ch 6, Bulletin 04-08

A "V" bar is displayed on the PFD whenever the aircraft is below 400 feet AGL. 2. The "V" bar represents the maximum pitch allowed. Exceeding the "V" bar pitch guidance will result in a tail strike. 3. As this pitch limit is approached an aural warning "PITCH, PITCH" will alert the crew to the possibility of a tail strike.
7. Following a Landing Gear Gravity Extension on an "Enhanced" or new delivery aircraft, nose wheel steering is available through the _YELLOW_ hydraulic system. Reference: PH 6.1 and Bulletin 04-08 pg 2 of 16

NWS on Enhanced aircraft will use the yellow hydraulic system instead of the green system, and will be available after a landing gear manual extension if yellow hydraulic system pressure is available.
8. If AC bus 1 and 2 are lost and speed is above _100_ knots, the _RAT_ automatically deploys and powers the blue hydraulic system. This in turn powers the hydraulically driven _emergency_ _generator_, which supplies power to the AC ESS BUS and DC ESS BUS (via the ESS TR). Reference: Airbus Training Manual 7-24.1.7

Parking and Post-Flight
1. For IAE engines, if ENG1(2) COMPRESSOR VANE ECAM warning message(s) appear during 80 knots down to 2nd engine shutdown, contact _MOC_ to determine if the warning message(s) fits the criterion for a nuisance fault. If it is confirmed to be a nuisance message, the item should be entered in the FDML as an _Info_ - _only_ write-up. Reference: PH 2h.3.3

2. During taxi, if OAT is above 38ºC (100ºF), the flap lever should be positioned to _1_ _detent_ to avoid AIR L(R) WING LEAK caution message. Reference: PH 3.5.3

3. After landing, a radio call to the station while taxiing inbound is _not_ _normally_ _necessary_ unless gate verification is required. Do not call prior to receipt of the ATC taxi clearance and completing the after landing flow. Reference: PH 2h.4.2

4. (True or False) After landing to conduct single engine taxi when applicable the Captain will direct the First officer to shut down the #2 engine. Reference: PH 2h.4.3

The first officer, at captains command, will accomplish the following to shut down engine #2:

1. Thrust Lever (as appropriate)..................................................... IDLE

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).

2. Y ELEC PUMP.............................................................................. ON

3. ENG 2 MASTER ......................................................................... OFF

Caution: 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.
Note: During single engine taxi, without the APU, consider using X BLEED to operate both packs when necessary to meet cabin temperature control requirements. The captain should return the X BLEED to AUTO after engine shut down at the gate.

5. (True or False) On the Captain’s Shutdown Flow, STATUS is to be checked to ensure any new aircraft
discrepancies, including any Maintenance (Class 2) messages, are relayed to Maintenance and entered into the FDML. Reference: Bulletin 04-09 2h.6.2

Ensure any new aircraft discrepancies including any maintenance (Class 2) messages are entered into the FDML and that maintenance has been advised through OCC.
6. Both pilots are required to verify, and state the number of Slides disarmed as part of the Shutdown Checklist. Specifically, there should be _4_ slides disarmed on the A319/320 and _8_ slides disarmed on the A321. Reference: PH 2h.8.1

· A319/A320: Verify 4 doors are disarmed (1L/1R and 2L/2R)

· A321: Verify 8 doors are disarmed (1L/1R, 2L/2R, 3L/3R, and 4L/4R)
Armed slides are identified on ECAM by a white (slide) indication next to the doors listed above.
7. If the APU is operating, BAT 1 & 2 must remain ON to ensure _fire_ _protection_. Reference: PH 2h.10.1

Caution: Do not turn the batteries to OFF until the APU flap is fully closed (about two (2) minutes after APU AVAIL light extinguishes, or check APU on ECAM).
8. (True or False) On the ground, detection of an APU fire causes an automatic APU shutdown and extinguisher discharge. Reference: Airbus Training Manual 7-26.1.3

On the ground, detection of an APU fire causes automatic APU shutdown and extinguisher discharge. In flight, there is no automatic APU shutdown, and the extinguisher must be manually discharged.
9. If at a non-maintenance station, the pilot will advise _MOC_ through the _controlling_ _dispatcher_ if any open discrepancy exists in the FDML. Reference: FOM 2.9.6

10. (True or False) Federal Air Marshals (FAM's) are permitted to remain on board after passengers and

crewmembers have deplaned. Reference: FOM 5.5.8
	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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