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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. All pilots will arrive at the aircraft no later than _40_ minutes prior to departure for all domestic flights. Reference: FOM 2.2.1

Arrive at the aircraft with sufficient time to accomplish the crew verification procedure and conduct the crew briefing. An earlier report time may be necessary based on type of operation, route to be flown, or the pilot’s familiarity with local procedures.

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

· International:

· PHX/LAS-based pilots: Arrive at least 45 minutes prior to scheduled departure time.

· All other pilots: Arrive at least 50 minutes prior to scheduled departure time.

All pilots will be on the flight deck at least 20 minutes prior to departure. If required to deplane at intermediate stations, pilots shall be on the flight deck in sufficient time to complete all necessary procedures without inconveniencing passengers and in time for scheduled departure.
2. US Airways will always operate keeping _Safety_ as our top priority. The Captain should also emphasize this to the entire crew before the first flight of the trip during the _Crew_ _Briefing_.

Reference: FOM 1.1.2, PH 2a.1.3

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

· Statement of captain’s focus on safety

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

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

Consider including the following optional items:

· Cabin-to-flight deck communications

· Flight deck entry/exit procedures

· Pilot announcement issues

· Request flight attendants inform the captain promptly of items that should be entered into the FDML
· Any other considerations the captain deems necessary
3. Refer to the MEL page provided for questions 3a - 3d. Reference MEL
a. (Yes or No) Can you dispatch with the F/Os MCDU inop and on the MEL? _Yes_ If the answer is Yes, what is the MEL #? _22-82-01_
b. (Yes or No) Can the Flight Crew placard this MEL? _Yes_

c. What is the Time Limit Code for this MEL? _C_
d. With this Time Limit Code, what is the time interval before the MCDU must be repaired? _10 Consecutive calendar days_
Note: For the purposes of the MEL repair intervals times are intended to mean 0700 to 0700 UTC (midnight to midnight local Phoenix time).
4. (Yes or No) The flight crew is receiving an aircraft after a crew change. During the Captain's Flight Deck Preparation Flow, should the alternate brakes be checked? Reference: PH 2a.7.2

The Flight deck Preparation Flow ensures all systems and equipment are operating properly. Accomplish on the first flight of the day, after a crew change, or prior to an oceanic flight. These flows should also be accomplished if ...

· maintenance has been performed in the flight deck,

· the crew has been absent for an extended period from the flight deck, or

· there have been visitors to the flight deck without a pilot present.
If a flow or checklist is preceded by the diamond symbol (◆), that item is accomplished only on the first flight of the day (i.e., the first flight entered into the FDML under the current day using local time). The following items are checked only on the first flight of the day:
· RCDR Panel Test
· Alternate Brakes Check
· ADIRS Panel - A full alignment should be performed prior to the first flight of the day.

· FIRE Panel -  ENG 1 and ENG 2 TEST,  APU FIRE TEST

· ELEC Panel - BAT 1&2 Check
5. Continuing the Flight Deck Preparation Flow, both the Captain and F/O will check their respective flight kit (shipset) for the proper contents and date. In addition, each pilot will also ensure that the _departure_, _destination_ and _alternate_ charts are available. Reference: PH 2b.1.3

6. (Yes or No) During the alternate brake check in an enhanced aircraft, with full pedal deflection, the pressure reads 1000 psi. Should maintenance be contacted? Reference: PH 2a.7.3

Pressure must build up symmetrically without delay when the brakes are applied simultaneously. Pressure must be (with full pedal deflection):
Basic Aircraft:

· 2000 – 2700 psi

Enhanced Aircraft:

· 1000 psi when N/W STRG DISC Memo not displayed.

· 2000 – 2700 psi when N/W STRG DISC Memo displayed.
7. (Yes or No) During preflight an ECAM Class II STATUS message is displayed that reads SDCU. Is maintenance required before departure? _No_. What Class II messages would require maintenance before departure? _AIR_ _BLEED_ and DMC 1/3 and DMC 2/3 (both together) . Reference: PH 2a.3.4, 2a.7.2
Maintenance STATUS (Class II) messages do not affect dispatch and may be disregarded during preflight. 
Exceptions: Contact maintenance and make an FDML entry if either of the following Class II messages are displayed:

· AIR BLEED

· DMC 1/3 and DMC 2/3 (both together)
Any maintenance STATUS (Class II) message that remains at the end of the flight will be entered into the FDML.
8. Your flight is proposed to operate in RVSM airspace. What is the maximum difference on the ground between PFD1 and PFD2 altimeters? _20 feet_ Reference: PH 1.16.1

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

· Altitude tolerance between PFD 1 and 2 within 20 feet
Note: If the altimeters are not within ±75 feet, it is acceptable to check the altimeter accuracy at a known elevation point on the airport (i.e., runway end elevation). If the altimeters do not read within ±75 feet, or do not agree with each other within 20 feet, maintenance action is required. 

The maximum allowable in-flight difference between captain and first officer PFD altitude displays for RVSM operations is 200 feet.
9. (Yes or No) The departure airport is KDCA. The runway in use is 19. The current weather is reported as 1200 overcast and a visibility of 1 mile. Is a takeoff alternate required? Reference: FOM 7.5.4, KDCA 11-2-AB

Normally declare a takeoff alternate anytime weather conditions at the departure airport are below CAT I landing minimums. However, Category C minimum visibility for KDCA RNAV Y RWY 19 is 2 miles.
10. (Yes or No) The winds at KDCA are now reported as 010/13. Runway 19 is still in use. Regarding only the winds, is a departure in a CFM powered 319/320/321 aircraft permitted? _Yes_. How about in an IAE powered 320? _No_ Reference: PH 1.3.1

	Maximum Tailwind Component for Takeoff

	A320 with IAE engines
	10 knots

	All A319/321 and A320 with CFM engines
	15 knots


11. ATC has advised that a gate hold is in effect. In regards to using the APU, how long should ground power and air be used before starting the APU? _as_ _long_ _as_ _possible_. Reference: FOM 10.1.1

During “gatehold” or “departure flow” restrictions, if a gate is available, remain at the gate under ground power. Delay APU and engine start as long as possible.
12. It is now approximately 15 minutes prior to departure. This is the trigger to accomplish the _Before_ _Start_ flow. Do not turn on the seatbelt sign until the _Fuel_ _Slip_ is received and reviewed. Reference: PH Bulletin 08-09

Taxi

13. During ground operations, both pilots must have the appropriate _Taxi_ and _Terminal_ charts in view. Reference: FOM 1.7.4

Prior to the relevant flight segment:

· Both pilots must be thoroughly familiar with airport orientation and taxi route.

· Appropriate taxi and terminal charts must be in view.

· Enroute chart(s) must be easily accessible. When any doubt exists regarding enroute navigation, enroute charts must be referenced. If FMC is unusable, enroute charts must be in view when navigation is dependent on their use.
14. Prior to pushback you receive the cabin ready notification and verify that all doors are closed and armed. The Captain will then turn the beacon on, the F/O will obtain the pushback or start clearance, and both pilots will check the ECAM screen for the _N/W_ _STRG_ _DISC_ memo. Reference: PH Bulletin 08-09

15. Pushback has commenced and the crew has been cleared to start engines. What is the standard mode of taxi? _Single_ _Engine_. Reference: PH 2b.11.1

16. After the ground equipment is clear and the engine(s) have stabilized, the F/O is required to verbally acknowledge the Captain's _Wands_ _Up_ signal statement. This is the trigger to begin the _After_ _Start_ flow. Reference: PH 2b.1.2, PH Bulletin 08-09

17. If engine anti-ice is required after start, the _F/O_ selects it ON and the _Captain_ verifies that it is selected ON. Reference: PH 2b.13.1, PH Bulletin 08-09

18. (Yes or No) As part of the F/O's After Start Flow, and assuming the anticipated flap setting is to be Flaps 2, should the F/O wait for the Captain to command “Flaps 2" before moving the flap lever? Reference: PH 2b.14.2

Flaps. . .. . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . . Set

· Set the flaps based on runway performance.

After the captain calls “Flaps ___, Taxi”.

Flaps. . . . . . . . . . . . . . .. . . . . . Ensure Commanded Position

· Ensure flaps set to the commanded position.
19. (Yes or No) As you begin to taxi, an ECAM message NAV DME 1 FAULT displays. Must you return to the gate? Reference: PH 2c.1, ECAM supplemental manual

	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”


20. Regarding taxi speeds; the normal straight ahead taxi speed should not exceed _30_ knots. Taxi speed must not exceed _10_ knots in a turn of 90° or greater. Reference: PH 2c.3.3

21. (Yes or No) During taxi, the Captain notices that the brakes are grabbing. Should a BSCU reset be performed? Reference: QRH 61

A reset of the BSCU is only authorized for:

· Basic Aircraft

· BRAKES SYS (1 OR 2) FAULT, or BRAKES BSCU CH (1 OR 2) FAULT
 [In flight a BSCU Reset for a Basic Aircraft should be accomplished with Landing Gear Retracted.]

· Enhanced Aircraft

· BRAKES SYS (1 OR 2) FAULT

· The aircraft experienced an ELEC EMER CONFIG and at least one generator (ENG or APU) was restored

· As directed by an MEL procedure

· If for any reason a BSCU Reset was accomplished with the Landing Gear retracted 
[In flight a BSCU Reset for Enhanced Aircraft must be accomplished with Landing Gear extended to avoid loss of NWS.]
22. During taxi out, ATC directs you to hold short of an adjoining taxiway. After acknowledging the hold short clearance with ATC, both pilots will also acknowledge the hold short instructions with _each_ _other_. Reference: PH 2c.2.2

23. (Yes or No) ATC directs you to hold on a remote spot due to a 30 minute departure delay. While waiting on the ramp with the parking brake set, the A flight attendant enters the cockpit and requests that an announcement be made to the passengers about the expected length of delay. In regards to the sterile cockpit rule, would this situation be considered a critical phase of flight? Reference: FOM 1.7.6, PH Bulletin 08-09

Critical Phases of Flight include all ground operations involving taxi, takeoff, and landing, and all other flight operations conducted below 10,000 feet MSL except for cruise flight.
An aircraft stopped on the ground with the parking brake set is not in a critical phase of flight.
24. You have departed the gate area and the final weight and balance has been received. What third condition completes the trigger for the Taxi flow? _both_ _engines_ _running_. Reference: PH 2c.8.2

25. The final weight and balance requires the use of thrust bump (IAE). Thrust bump should not be selected until _both_ _engines_ _are_ _running_. Reference: PH 2c.8.3

Do not engage thrust bump until both engines are running. Ensure “B” is illuminated in upper ECAM.
Takeoff

26. (Yes or No) ATC clears you to taxi into position and hold. As you taxi into position, the tower reports the RVR for the departure runway to be 4500, 3000 and 1500. Based on this report, is the F/O allowed to perform the takeoff? Reference: PH 2d.2.1

The captain will conduct the takeoff (ground roll through clean-up) when visibility is less than:

· 1600 ft. RVR for any RVR on that runway, or

· 1/4 statute mile (if no RVR is reported for that runway)
27. If the crosswind component exceeds _20_ knots, or if a _tailwind_ exists, use full forward sidestick to be progressively neutralized between 80 and 100 knots. Reference: PH 2d.2.5

If crosswind component exceeds 20 knots or if a tailwind exists, the PF will apply full forward sidestick, to be progressively neutralized between 80 and 100 knots. 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
28. If the Autobrake MAX button has been pushed, the Autobrake system will activate if the ground spoilers extend above what speed? _72 knots_. Reference: TM 7m.1.9

The autobrake system operates through the normal brake system. It maintains a selected deceleration rate during landing and reduces the stopping distance during a rejected takeoff. The system can be armed by pressing the LO, MED, or MAX mode if:

· green hydraulic pressure is available

· the anti-skid has electrical power

· no failures exist in the braking system, and

· at least one ADIRU is functioning
29. In the event of a rejected takeoff, the Captain will call “_Reject_ _my_ _aircraft_” thereby alerting the F/O that he/she has decided to discontinue the takeoff. Reference: PH 2d.6.5

When alerted to the non-normal situation, the captain will call “Reject, My Aircraft” while closing the thrust levers, engaging reverse thrust, and immediately applying maximum wheel braking using autobrakes or manual braking.

Note:  Autobrake activation will not occur when the airspeed is less than 72 knots, manual braking must be used.

Captain is the PF: If the captain decides to reject, he will call “Reject, my aircraft” alerting the first officer

· the captain has decided to discontinue the takeoff, and

· the FO should perform his assigned duties for the RTO maneuver

First Officer is the PF: If the captain decides to reject, he will call “Reject, my aircraft” and take over the controls. The first officer will

· relinquish control of the aircraft, and

· perform his assigned duties for the RTO maneuver
30. After an RTO and as soon as the aircraft is stopped and the parking brake set, the Captain shall make a PA announcement of “_This_ _is_ _the_ _captain_, _remain_ _seated_.” Reference: PH 2d.6.5

31. If during a rejected takeoff the aircraft comes to a complete stop using autobrakes MAX, the brakes are released by disarming the _spoilers_. Reference: PH 2d.6.5

32. During takeoff, the PM will make the V1 call _5_ _knots_ prior to the actual V1 to compensate for _reaction_ _time_. Reference: PH 2d.6

33. At VR, initiate the rotation to achieve a continuous rotation of about _3_ degrees per second toward a pitch attitude of _15_ degrees. Reference: PH 2d.3.1

Minimize lateral inputs on the ground and during rotation, to avoid spoiler extension. After lift-off, follow the SRS pitch command bar.
34. The main factors that result in tail strikes during takeoff are _early_ _rotation_, _over_ _rotation_, _excessive_ _pitch_ or some combination. Reference: PH 2d.3.1

35. (True or False) After takeoff, the HDG mode may be used on an RNAV departure provided the flight director is utilized and the autopilot is engaged. Reference: PH 2d.10.1

A flight director and autopilot in NAV mode must be used for flight guidance while operating on RNAV paths. Engage autopilot by 500 feet. 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.
36. For all RNAV departures, the autopilot must be engaged by _500_ feet AGL. Reference: PH 2d.5

Climb

37. The sterile cockpit rule applies during 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, PH Bulletin 08-09

38. During takeoff and climb, when the aircraft is CONFIG 1 or more, the windshear detection function is operative from after _rotation_ up to _1,300_ feet AGL. Reference: PH 2i.3.6

· Takeoff: from after rotation up to 1,300 feet

· Approach: from 1,300 feet to 50 feet
39. In the event of an engine failure at or above V1, the proper actions upon reaching the engine out flap retract altitude is to select _vertical_ _speed_ _zero_ and accelerate. Reference: PH 2d.8.12

At Engine Out Acceleration Altitude:

· Use vertical speed zero to establish level flight and accelerate

· Retract flaps/slats on speed schedule

· Reaching green dot speed, establish open climb if desired

· Select speed at green dot

· Set MCT
When the slats are retracted, the β target reverts to a sideslip indication. Center the sideslip indication conventionally.
40. At heavy takeoff weights in a 321, the S speed may be higher than the MAX speed of CONF 1 + F (225 knots). In this case, continue to accelerate. Upon reaching _210_ knots the automatic flap retraction will occur and the MAX speed on the PFD speed tape will move to _235_ knots. Reference: PH 2d.3.5

41. In the event of an engine failure at or above V1, the proper actions upon reaching Green Dot speed are to:

1) Select _Open_ _Climb_
2) Select _Speed_ to _Green_ _Dot_
3) Select _MCT_
Reference: PH 2d.9

42. (True or False) While climbing through 10,000 feet, the “10,000” call is made by the PF. Reference: PH SOPs.7

The call is made by the PM.
43. If UPLINK is available, a _WIND_ _UPDATE_ should be performed above 10,000 feet. Reference: PH 2e.3.5

Successful WIND UPDATE is more likely when performed in flight as compared with on the ground.
44. What is the best rate of climb speed in knots in a 319/320? _260_ /_0.76M_. What is the best rate of climb speed in knots in a 321? _280_ /_0.76M_. Reference: PH 2e.3.2

	Climb
	Managed Speed
	Selected Speed

	Normal

	3000 ft. AFE to

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

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

	Other Situations

	Maximum Angle
	EXPED pb
	Use OP CLB and Green Dot or EXPED pb

	Maximum Rate
	
	Use OP CLB and

· A319/320: 260 KIAS/.76M

· A321: 280 KIAS/.76M

	Severe Turbulence
	
	Turbulence penetration speed/M

A319/320:

· 250 knots below 20,000 feet

· 275 knots/0.76M at or above 20,000 feet

A321:

· 270 knots below 20,000 feet

· 300 knots/0.76M at or above 20,000 feet


45. While climbing through the transition altitude the _PM_ calls “Transition, Standard”. The _PF_ replies “Standard.” Both pilots verify and crosscheck that the PFD and standby altimeters are set to STD. Reference: PH 2e.7.1

PM also sets RMP/ACP to monitor 121.5
46. You are using engine anti ice during climb. You may select engine anti ice off during climb or cruise when the SAT reaches _– 40°C SAT _ or below. Reference: 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.
47. While operating in RVSM airspace, do not climb or descend greater than _1000_ fpm when operating within 5NM or 2000 feet of other aircraft to minimize the generation of TAs and RAs. Reference: FOM 1.10.3

In RVSM airspace, limit climb and descent rates to 1000 feet per minute (fpm) when operating within 5 nm and 2000 feet of other aircraft to minimize the generation of TAs and RAs.
48. (True or False) You have been filed to cruise at FL350. During climb, ATC informs you that FL330 will be your final altitude. If the CRZ altitude is not modified on the PROG page, there will be no transition to the CRZ phase. Reference: PH 2e.8.6

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.
Cruise

49. While in cruise flight in RVSM airspace, you experience mountain wave which causes the aircraft to deviate from the assigned altitude. You do not need to inform ATC unless the deviation becomes greater than _150_ feet. Reference: FOM 1.10.3

For Severe Turbulence and/or Mountain Wave Activity Causing Altitude Deviations ≥ 200 feet:
· Contact ATC and state “Unable RVSM due (state reason)” (e.g., turbulence, mountain wave)

· If not issued by the controller, request vector clear of traffic at adjacent FLs

· Request FL change or re-route, if desired

· Report location and magnitude of turbulence or mountain wave
50. While in cruise, approximately every hour associated with the closest flight plan waypoint, a _system_ _check_ should be performed. Reference: PH 2e.8.3

Periodic system checks are required throughout the flight. One recommended method is to perform a HEFOE (Hydraulic, Electric, Fuel, Oxygen, Engine) check. Perform a check approximately every hour associated with the closest flight plan waypoint.
1. ECAM SYS Pages ............................. Review

Review the following pages and check:

	Page
	Check

	HYD
	Quantity and pressure

· Fluid contraction during cold soak can be expected. A slight increase in quantity is normal.
· Following landing gear retraction, green system quantity is lower than on the ground.

	ELEC
	Parameters, GEN loads

	FUEL
	Fuel quantity and distribution

	DOORS
	Oxygen pressure

	ENG
	Oil pressure and temperature


2. Fuel Quantity.....................................Check

Note the fuel remaining at or abeam a waypoint listed on the flight plan.
51. The “Fasten Seatbelt” sign shall be “ON” during pushback, taxi, takeoff/landing operations, and when _moderate_ or greater turbulence is anticipated. For passenger comfort and safety, the seatbelt sign shall be extinguished in flight when not required. Reference: FOM 1.6.10
In-flight Fasten Seatbelt Sign:

· On - When the fasten seatbelt sign is illuminated in flight, a flight deck 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 flight deck 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.
52. 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. Reference: FOM 1.6.10

53. During cruise, the lead flight attendant informs you that a passenger has become unconscious. Prior to any medical diversions, the Captain will contact _the controlling dispatcher and MedLink_. Reference: QRH MedLink

The flight deck crew will immediately initiate contact with MedLink through the controlling dispatcher using either the VHF radio or, if required/equipped, HF radio.
54. (Yes or No) While in level flight with the autopilot engaged, you receive a TA of “Traffic, Traffic.” Shortly thereafter, you receive a RA that states “Monitor Vertical Speed” but you note that the TCAS indications on the PFD direct you to maintain level flight. Under these conditions, should the autopilot and flight directors be turned off?

Reference: PH 2i.5.2
· “AUTOPILOT – OFF”, “FLIGHT DIRECTORS OFF”

· Maintain or adjust the vertical speed as required to avoid the red area of the vertical speed scale.
55. You are in an IAE powered aircraft. You experience an EPR failure on the #2 engine. This will cause the FADEC to automatically degrade to the _N1_ mode. This will also cause the autothrust system to _disengage_. Reference: PH Bulletin 15-09

The FADEC's normally use EPR mode to control thrust on the IAE engines. If no EPR is available (either sensed or computed) the affected FADEC will automatically degrade to N1 mode. At the reversion to N1 mode, thrust lock (THR LOCK) engages, providing an equivalent thrust to that which was achieved in EPR mode until a thrust lever position change. Autothrust and Alpha-floor is lost when EPR mode is lost. If this occurs, thrust is manually controlled by reference to N1. If EPR mode is lost on either engine, ECAM will direct the crew to put both engines in N1 mode by using the N1 pushbuttons on the overhead.
56. (Yes or No) During a routine system check, you note that the crew oxygen pressure has dropped to zero. Does this require a landing at the nearest suitable airport? Reference: PH 1.15.3

There have been instances where a leak in the system has caused oxygen pressure to drop to zero in-flight. Although crews may feel that continued flight at 10,000 feet and below is acceptable, that is not the case as you have lost all ability to breathe during a smoke and/or fumes situation. An oxygen system that has dropped to zero pressure in-flight requires a landing at the nearest suitable airport. Ref: Airbus Recent Developments, Jun 2009
57. (Yes or No) During cruise, you receive an ECAM message ENG 1 OIL LO PR. As you proceed with the non-normal protocol and procedures, ECAM directs you to determine if the engine has sustained severe damage. You note than the #1 engine oil pressure is at zero but both N1 and N2 are still rotating, no fire indications and no vibration are present. Do these conditions classify as severe damage? Reference: PH 2d.8.4

	Engine Failure without Severe Damage

	Initially identified by:
	· increasing yaw and
· decreasing EPR or N1/N2 indications

· cabin smoke or fumes may accompany an engine failure

	Airborne indications:
	· N1 rotation, and

· N2 rotation, and

· Oil pressure may indicate zero even though no damage exists

	Follow:
	· “Loss of Thrust At or Above V1” guidance and
· Applicable ECAM/QRH procedure(s)


	Engine Severe Damage

	Initially identified by:
	· decreasing engine EPR or N1/N2, and

· vibration/noise from the affected engine, and 

· increasing vibration indications on ECAM display, and

· yaw (may be rapid)

· surge/stall

· cabin smoke or fumes may accompany engine severe damage

	Confirmed after airborne by:
	· seized N1 or

· seized N2 or

· zero oil pressure

· EGT rise

· vibration indications on ECAM display

	Follow:
	· normal climb profile except comply with runway specific “Engine Failure - Takeoff” procedure (if published); otherwise, fly runway heading

· or if loss of thrust occurs follow “Loss of Thrust At or Above V1” guidance and
· Applicable ECAM/QRH procedure(s)


58. (True or False) During cruise, an ECAM message C/B TRIPPED appears. The circuit breaker in question controls the ACARS. Because it is not a fuel pump C/B, we are allowed to reset it once after a 5 minute cooling period. Reference: FOM 4.9.1

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

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

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

59. (Yes or No) All SAR satellites now only receive the new 406 MHz ELT signals and cannot detect the older 121.5 MHz units. Should we still monitor 121.5 MHz inflight? Reference: PH 2.5.11

In the climbing Transition Altitude Flow, the PM will well set the RMP/ACP to monitor 121.5 above FL180.
60. (True or False) You are in cruise in the WATRS airspace. After being advised by ATC that radar contact has been terminated, you should initiate a lateral offset. Reference: FOM 15b.6.2

Lateral Offset in Oceanic Airspace Procedure. Fly the aircraft laterally along the route:

· Centerline.

· One mile right of centerline.

· Two miles right of centerline
The intent of this procedure is to reduce risk by distributing aircraft laterally along a route across three available positions.

Caution: Do not offset to the left of centerline.

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.

Note: There is no ATC clearance required for this procedure and it is not necessary ATC be advised.
61. (True or False) You are heading 300 degrees magnetic in WATRS airspace. You desire to enter a lateral offset. Based on the heading flown, the offset should be left of course. Reference: FOM 15b.6.2

Do not offset to the left of centerline.
62. (True or False) You are in Oceanic airspace. The maximum lateral offset is 2 miles from centerline. There is no ATC clearance required for this procedure and it is not necessary ATC be advised. Reference: FOM 15b.6.2

63. The PROG page displays optimum (OPT) and recommended maximum (REC MAX) altitudes. Under no circumstances will REC MAX altitude be used when _moderate_ _or_ _greater_ _turbulence_ is present. Reference: PH 2e.8.6

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.
64. The speed in Mach for severe turbulence above 20,000 feet in the 319/320/321 is 0.76M. What is speed in knots for severe turbulence above 20,000 feet in the 319/320? _275_. What is the speed in knots for the 321? _300_. Reference: PH 3.1.3

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

	A319/320
	250 knots
	275 knots / 0.76M

	A321
	270 knots
	300 knots / 0.76M


Descent

65. (True or False) You are about to descend through clouds. The SAT is -52C. You may delay turning on the engine anti ice until the SAT reaches -40C. Reference: PH 1.5.2

Engine anti ice must be on prior to and during descent in icing conditions, including temperatures below – 40°C SAT.
66. Good descent planning is necessary to arrive at the desired altitude and correct speed & configuration. A good crosscheck is to be at 10,000 feet, _35_ miles from the airport at 250 KIAS. Reference: PH 2e.10.1

Plan all descents to arrive at traffic pattern altitude at flaps-up maneuvering speed about:
· twelve (12) miles out for a straight-in approach or

· eight (8) miles out for an abeam approach

67. The approach briefing should be accomplished _as_ _early_ _as_ _possible_, while the workload is at a minimum. Reference: PH 2e.9.1, 2e.9.3

68. (True or False) The PF should keep a hand on the speedbrake lever anytime the speedbrakes are used. This will prevent the speedbrakes from being left extended when no longer required. Reference: PH 2e.10.5

This will prevent the speedbrakes from being left extended when no longer required.
69. The flight crew may modify VAPP through the MCDU only if required by a non-normal procedure, ice accretion, or anticipated windshear. Do not enter a VAPP lower than VLS + 5 knots. If landing in CONFIG 3 with ice accretion, do not enter a VAPP lower than VLS  _+ 10_ knots. Reference: PH 2e.9.2

70. If severe turbulence is encountered below 20,000 feet, the speed to be flown in the 319/320 is _250_ knots and in the 321 is _270_ knots. Reference: PH 3.1.3

71. You are planning on flying an RNAV approach. As part of the approach setup in the MCDU, ensure that a RNP value of _.25_ is entered at LSK 6L. Reference: PH 2f.9.8

72. The descending through 18,000 foot flow directs the PM to turn on the _seat_ _belt_ _sign_ for landing. Reference: PH SOPs.9

73. During flight into a Caribbean destination, the transition level is 6000 feet. Upon passing through FL180, the PM calls “_18,000_.” Upon passing through 6000 feet, the PM calls “_Transition_” and states the current local altimeter setting. Reference: PH SOPs.9

74. ATC assigns you a hold. Unless otherwise published, the maximum holding speeds are _200_ knots below 6000 feet, _230_ knots from 6000 to 14,000 feet and _265_ knots above 14,000 feet. Reference: FOM 2.4.3

	Maximum Holding Airspeeds

	Altitude
	Airspeed

	Minimum Holding Altitude through 6000 ft.
	200 KIAS

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

	
	210 KIAS1

	Above 14,000 ft.
	265 KIAS

	1 Where published


75. When entering a hold, we are required to inform ATC of the _time_and _altitude_, or _flight level_.

Reference: FOM 1.6.4

Report:

· Time and altitude, or flight level, upon reaching a holding fix or point to which cleared

· Leaving any assigned holding fix or point
Approach
76. The lowest minimums to fly a CAT I ILS approach with both Flight Directors off is _3/4_ mile or RVR _4000_. Reference: FOM 2.6.1

Use dual flight directors or a single flight director and a coupled autopilot for CAT I ILS approaches when visibility is less than 3/4 mile or 4000 RVR.
77. You desire to fly the approach and landing with the Autothrust off for proficiency. This is permissible under what 3 conditions? _day VMC_ , _PF pre-briefs PM_ , _PF notifies PM_ Reference: PH 2.9.9, 2f.2.6

Autothrust should be used during all phases of flight. A pilot may periodically elect to use manual thrust for proficiency during daytime VMC approaches. The PF will brief the intention to use manual thrust, when applicable. The PF should notify the PM when engaging or disengaging the autothrust.

Once the final approach descent is initiated, set the selected altitude to a safe altitude above the airfield appropriate for a potential go around (no lower than pattern altitude). The autopilot, autothrust, and flight director should be used. For proficiency purposes, a visual approach may be flown without the autopilot or FD. If the FD is inoperative or not being used, the FPV should be displayed. 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.
78. During visual approach if FD commands are no longer being followed both FDs should be OFF. If FDs are OFF, the use of _flight_ _path_ _vector_ is recommended and should be used. Reference: PH 2f.2.1, 2f.2.6

79. The lowest altitude that the autopilot can be used on a non-autoland ILS approach is _160_ feet AGL. Reference: PH 1.10.1

80. (Yes or No) If the landing gear is lowered using the gravity extension system, will the main gear doors remain open? Reference: TM 7m.1.4, QRH 62

If the normal gear extension system fails gravity extension is available. A hand crank on the control pedestal is turned clockwise to shut off hydraulic pressure to the gear, open the doors and unlocks the gear to extend by gravity. The main gear are downlocked by locking springs and the nose gear is downlocked by aerodynamic forces. The gear doors remain open and nose wheel steering is deactivated (basic aircraft only).
81. You are being vectored for an ILS approach. The F/O is the PF and A/P2 is engaged. Which FMGC is acting as “master?” _FMGC 2_ When you are cleared for the approach and the other A/P is selected on, which FMGC is acting as “slave?” _FMGC 2_ Reference: TM 7d.1.2

The FMGC has three modes of operation: Dual, Independent, and Single.

Dual Mode This is the normal mode of operation. The two systems are synchronized and entries on either MCDU are transmitted to both FMGCs. Each FMGC performs its own computations of airspeed, position, etc., and exchanges data through a cross-talk bus with the other FMGC for validation and comparison. One FMGC acts as

“master” while the other acts as “slave.” The master FMGC logic is as follows:

· if one AP switch is engaged, the related FMGC is the master

· if two AP switches are engaged, FMGC 1 is the master

· if neither AP is engaged:

· FMGC 1 is master when the captain's FD pb is selected on

· FMGC 2 is master when the F/O's FD pb is selected on and the captain's FD pb is selected off.

· if neither AP/FD is engaged, the A/THR is controlled by FMGC 1

Independent Mode If a significant discrepancy exists, the FMGCs degrade to the Independent Mode. In this mode there is no comparison or validation of data. Both FMGCs continue to operate; however, they are linked to their on-side peripherals (MCDU, RMP, and EFIS). The “INDEPENDENT OPERATION” message appears in the MCDU scratchpad.

Single Mode Single Mode is automatically selected if one FMGC fails. Entries on either MCDU are transferred to the operating FMGC. The message “OPP FMGC IN PROGRESS” appears in the MCDU scratchpad. In the Single Mode, both NDs must be set to the same mode and range. Otherwise, the amber message “SET OFFSIDE RNG/ MODE” message appears on the ND.

Either FMGC is capable of performing all operations if one FMGC fails.
82. The maximum rate of descent below 2500 radar altimeter is _2000_ fpm. Reference: PH 2e.10.3

83. You are flying a CAT III approach. The FMA displays “CAT 3 DUAL” What value should be entered into the DH field? _100_ Do you need to see the runway environment to land? _No_ Reference: QRH OD-3

CAT III DUAL (Fail Operational):
· Enter “100” Alert Height into the DH field.

· To continue below AH no visual reference is required. Captain electronically verifies aircraft will land in touchdown zone.
84. You are flying a CAT III approach. The FMA displays “CAT 3 SINGLE” What value should be entered into the DH field? _50_ Do you need to see the runway environment to land? _Yes_ Reference: QRH OD-3

CAT III SINGLE (Fail Passive):
· Enter “50” Decision Height into the DH field.

· To continue below DH must have sufficient visual reference with runway environment.
85. (True or False) The runway in use has 3 RVR systems installed. The RVR is being reported as TDZ 1200, MID 0 and RO INOP. If a US airport, we can fly the CAT II approach. Reference: QRH OD-2

· TDZ (1200) - 1200 Required and controlling

· MID (0) - Advisory

· RO (INOP) - Required and advisory. Use MID if RO inoperative
86. (True or False) Use of Autobrakes is normal operating procedure for all CAT II/III landings. Reference: PH 2g.12.8

Use of the autobrake system, if available, in MED or LOW is normal procedure for:

· 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 knots

· 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.
87. In normal operation, a dual channel Brake and Steering Control Unit (BSCU) controls normal braking and antiskid. The changeover between the two BSCU channels occurs at each _DOWN_ _landing_ _gear_ _selection_. Reference: TM 7m.1.7

Normal brakes are available when the parking brake is off (A319/A320) or off/on (A321), the A/SKID & N/W STRG switch is ON, and green hydraulic pressure is available. In normal operation a dual channel Brake and Steering Control Unit (BSCU) controls normal braking and antiskid. A changeover between the two BSCU channels takes place at each DOWN landing gear selection. Braking is activated either manually by pilot pressure on the brake pedals or automatically through the autobrake system. Anti-skid is available with normal brakes. No normal brake pressure indication is displayed to the crew.
88. During an ILS, the A/THR memorizes the approach speed at _700_ feet RA so that it can continue to maintain a stable approach even if Flight Management fails. Reference: TM 7d.1.4

89. At SMGCS approved airports, special lighting, markings, and procedures are activated when the visibility is less than _1200_ RVR. Review the appropriate route manual “_Low_ _Visibility_ _Taxi_” chart for specific operational details. Reference: QRH OD-3
Low Visibility Taxi:

· Taxi operations are authorized if the captain decides visibility is sufficient.

· At SMGCS approved airports, special lighting, markings, and procedures are activated when the visibility is less than 1200’ RVR.

· When published, review the appropriate route manual “Low Visibility Taxi” chart for specific operational details. The “Airport Advisory Pages” may also contain specific details on low visibility operations.
Go Around & Landing

90. Flaps _CONF 3_ is the standard flap setting for landing. Reference: PH 2f.2.7

CONF 3 is the standard flap setting for landing. 

CONF FULL landing should be considered in the following situations: 

· short runway (6000 FT or less)

· low visibility approaches

· wet or icy runways

· tailwind landings

· steep approaches
· when operating with an MEL item or abnormal system condition that impacts landing performance
When planning a normal landing with CONF 3 the GPWS LDG FLAP 3 pb must be selected ON and CONF 3 must be selected in the MCDU PERF APPR page.
91. (Yes or No) Does the Autobrake system require a functioning ADIRU to operate? Reference: TM 7m.1.9

The autobrake system operates through the normal brake system. It maintains a selected deceleration rate during landing and reduces the stopping distance during a rejected takeoff. The system can be armed by pressing the LO, MED, or MAX mode if:

· green hydraulic pressure is available

· the anti-skid has electrical power

· no failures exist in the braking system, and

· at least one ADIRU is functioning
92. During a CAT III approach, the _DUAL_ annunciation indicates the autoland system is operating in a _Fail_ _Operational_ mode. This mode allows successful completion of an autoland even if an internal or external failure occurs at or below the AH. Reference: PH 2f.3.9

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

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

The "DUAL" annunciation indicates the autoland system is operating in a "Fail Operational" mode. "Fail Operational" allows successful completion of an autoland even if an internal or external failure occurs at or below the AH. Use a 100' entry in the DH field on the PERF page.

93. The red AUTOLAND warning light flashes in LAND mode when the radio altitude goes below 200 feet and the difference between both radio altimeter indications is greater than _15_ feet. Reference: TM 7d.1.6

The autoland red warning flashes in LAND mode when the radio altitude goes below 200′ and:

· the aircraft gets too far off the beam (LOC or GLIDE), or

· both autopilots fail, or

· both localizer transmitters or receivers fail, or

· both glide slope transmitters or receivers fail, or

· the difference between both radio altimeter indications is greater than 15′
94. If during a CAT III approach the red AUTOLAND warning light flashes, the F/O should immediately call out “_Autoland_ _Warning_” and the Captain should respond with “_Go_ _Around_, _TOGA_, _NAV_.” Reference: PH 2f.6.2, 2g.3

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

· the FMA does not display a LAND green below 350 feet RA

· the AUTO LAND red warning light illuminates during the approach

· the FMA does not display FLARE at approximately 40 feet

The first officer will call out as appropriate, “No Land Green,” “Autoland Warning,” or “No Flare.”
95. (Yes or No) Go-arounds from very low heights may result in the aircraft touching down as it commences the go around. If this touchdown occurs, will the autopilots remain engaged and accomplish a successful go around? Reference: PH 2f.6.2

WARNING:  If, during a go around, both thrust levers are set to TOGA detent after touchdown, the autopilots will disengage (prevents takeoff with autopilot engaged following a touch and go landing).
96. Complete this statement: “Do not attempt to land from an unstabilized approach. The decision to go around is not an indication of poor performance, but rather _good_ _judgment_.” Reference: PH 2f.1.1

97. (True or False) If FPV is in use or the FDs are switched off, and a go around is initiated, the FD bars will be automatically restored in SRS/GA TRK mode. Reference: PH 2g.2.2

98. If the aircraft reaches a critical angle of attack, _Alpha_ _Floor_ protection is triggered, causing the engines to advance to _TOGA_ thrust regardless of thrust lever position. Reference: TM 7d.1.11

Alpha-floor protection is triggered when the aircraft reaches its critical angle of attack. The alpha-floor protection automatically sets TOGA thrust regardless of the position of the thrust levers. Alpha-floor protection is available from lift-off until 100′ RA during the approach.
99. To cancel TOGA LOCK thrust, we must disconnect the autothrust system. This is best accomplished by pressing either _instinctive_ _disconnect_ _pb_. Reference: TM 7d.1.12

ALPHA FLOOR Commands TOGA thrust regardless of the positions of the thrust levers. This protection is available from lift-off to 100 feet RA on approach.

ALPHA FLOOR has the following indications:

· “A FLOOR” in green surrounded by a flashing amber box on the FMA and in amber on the engine warning display as long as alpha floor conditions are met.

· “TOGA LK” in green surrounded by a flashing amber box on the FMA when the aircraft leaves the alpha floor conditions. TOGA thrust is frozen and thrust lever movement will have no effect.

To cancel ALPHA FLOOR or TOGA LK thrust, disconnect the autothrust. The autothrust system is disconnected by any of the following actions:

· pressing either instinctive disconnect pb on the thrust levers. When the autothrust system is disconnected, thrust will immediately revert to a setting corresponding to thrust lever position

· placing both thrust levers to the idle detent

· pressing the A/THR pb on the FCU when the autothrust system is armed or active
The thrust lock function prevents thrust variations when the autothrust system fails and disengages. The thrust lock function is activated when the thrust levers are in the CL detent (MCT detent single engine) and

· the pilot pushes the instinctive disconnect pushbutton on the thrust levers.

· the pilot disengages A/THR by pushing the A/THR pushbutton on the FCU, or

· the A/THR disconnects due to a failure.

The thrust is locked at its level at disconnection. Moving the thrust levers out of the CL or MCT detent suppresses the thrust lock and allows manual control. When thrust lock function is active:

· “THR LK” flashes amber on the FMA.

· ECAM “ENG THRUST LOCKED” flashes every five seconds.

· ECAM displays “THR LEVERS ... MOVE”

· A single chime sounds and the Master Caution Light flashes every five seconds. All warnings cease when the thrust levers are moved out of the detent.
Rollout

100. A concerted flare is neither required nor desirable. A slight increase in pitch of _1_ to _2_ degrees, at approximately 20-30 feet, is all that is needed to check the rate of descent. This will produce a consistent touchdown point, while protecting against a tail strike and excessive float. Reference: PH 2g.12.3

101. If you are landing with autobrakes selected. If the autobrakes do not activate or the autobrakes activate then subsequently disconnect, the PM should callout “_No_ _Autobrakes_.” Reference: PH SOPs.11

102. (True or False) During rollout, the nosewheel steering tiller should not be used above the normal taxi speed of 30 knots. Reference: PH 2g.12.6

Rudder control is effective to approximately 60 knots. Rudder pedal steering is sufficient for maintaining directional control during the roll-out. Nosewheel steering tiller should not be used above normal taxi speeds (30 knots). In a crosswind, displace the side stick into the wind as necessary to maintain wings-level which aids directional control.
103. (True or False) When manual braking is used on short or slippery runways, use full brake pedal. Reference: PH 2g.12.8

Smoothly apply a constant brake pedal pressure for the desired braking. For short or slippery runways, use full brake pedal. Pumping the brakes will degrade braking effectiveness. Keep a steadily increasing brake pressure applied, allowing the anti-skid system to function at its optimum. The anti-skid system will stop the airplane for all runway conditions in a shorter distance than is possible with either anti-skid off or brake pedal modulation. The anti-skid system adapts pilot-applied brake pressure to runway conditions by sensing an impending skid condition and adjusting the brake pressure to each individual wheel for maximum braking effort. When brakes are applied on a slippery runway, several skid cycles will occur before the anti-skid system establishes the right amount of brake pressure for the most effective braking.
104. During a single engine autoland, the use of the remaining thrust reverser is permitted provided that not more than _IDLE_ reverse thrust is used and the crosswind component does not exceed _15_ knots. Reference: PH 1.10.2

105. During rollout, you experience a loss of braking. The procedure is to select full reverse thrust, release the brakes, select the _A/SKID & N/W STRG_ switch off and re-apply the brakes. If this is unsuccessful, the _Parking_ _Brake_ may be used in short and successive applications. Reference: PH 2i.13

106. (Yes or No) After landing, does the F/O need to wait for the Captain to call "Flaps Up” before retracting the flaps? Reference: PH SOPs.12

107. The temperature is 40C at the destination. If the Captain calls "Flaps Up” the F/O should move the flap lever to the _1_ detent. Reference: PH 2h.3.3

If the OAT is greater than 38°C/100°F, place the FLAPS Lever in the 1 detent during taxi and at gate to avoid “AIR L(R) WING LEAK” caution.
108. (True or False) We have flown through icing conditions on the approach. If we are planning to be de-iced before our next departure, retract the flaps after landing. Reference: PH 3.6.10

Do not retract the flaps if ice accumulation on the flaps is suspected. The flap/slat areas must be inspected at the gate for debris by either:

· the flight crew

· maintenance (request), or

· qualified de-icing personnel at a non-maintenance station (call Operations)

After it is determined that flaps/slats are free of debris and the area is clear, retract the flaps or arrange for Maintenance or the on-coming flight crew to retract them.
109. (Yes or No) The OAT is 8C and the visibility is ¾ mile in fog. Should we turn off the engine anti-ice for taxi in? Reference: PH 3.6.10

Definition of Icing Conditions:

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

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

· when operating on ramps, taxiways, or runways where surface snow, ice, standing water, or slush may be ingested by engines, freeze on engines, nacelles, or engine sensor probes

Engine anti-ice must be on during all ground and flight operations when icing conditions exist or are anticipated. When icing conditions exist after landing, leave ENG ANTI-ICE ON until engine shutdown.
Parking & Securing

110. 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 switch to _AUTO_ after engine shut down at the gate. Reference: PH 2h.4.3

111. (True or False) During taxi-in, other aircraft report to you that the right main outboard tire appears to be deflated but not damaged. You may continue to taxi to the gate after inspection. Reference: PH 1.8.3

If tire damage is suspected after landing or after a rejected takeoff, an inspection of the tires is required before taxi. If the tire is deflated but not damaged, the aircraft can be taxied at low speed with the following limitations:

· If one tire is deflated on one or more gears (i.e., a maximum of three tires), the speed should be limited to 7 knots when turning.

· If two tires are deflated on the same main gear (the other main gear tires not being deflated), speed should be limited to 3 knots and the nose wheel steering angle limited to 30 degrees.
112. You are informed that your gate is currently occupied. You should update the passengers and flight attendants every _15_ minutes regarding the arrival at the gate. Reference: FOM 2.2.11

The captain shall …
· advise the dispatcher (via ACARS or company radio) of any delay of 15 minutes or more. The dispatcher will be updated in event of any significant change in the delay.

· keep passengers and flight attendants advised with periodic updates every 15 minutes.

· prior to any surface movement, advise the flight attendants and ensure the cabin has been secured.
113. You have been stopped on the ramp and told to hold for your gate to open. The ADIRS check must be performed within _2_ minutes of stopping since after that time, the groundspeed resets to zero. Reference: PH 2h.7.3

114. Run the engines at IDLE for approximately _3_ minutes to allow for engine thermal stabilization before shutting down an engine. Time may be reduced to a minimum of _1_ minute for operational considerations, such as a short taxi to the gate. Reference: PH 2h.4.3

115. (Yes or No) While taxiing into the gate, you notice that there is a baggage cart that is parked over the clearance line, however you have 2 wing walkers and the marshaller is directing you forward. Should you continue? Reference: 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.
116. After landing, the F/O will recycle the FD switches as part of his/her _Shutdown_ flow. This flow is accomplished _When the aircraft comes to a stop parked at the gate . Reference: PH 2h.7.1

117. As part of the Captains Shutdown Flow, he/she will ask to verify that all slides are disarmed. If we are in a 319/320, the call should state “Verify _4_ disarmed” or in a 321 the call should state “Verify _8_ disarmed” Reference: PH 2h.8.1

118. The yellow hydraulic system is pressurized by the engine 2 pump, PTU, or yellow electric pump. A _hand_ _pump_ is also provided for operation of the _cargo_ _doors_ when electrical power is not available. Reference: TM 7k.1.3

119. The exterior inspection is normally accomplished by the first officer and is accomplished before every flight and after the last flight of the day. Exception: if the aircraft is subject to _customs_ / _immigration_ inspection, do not perform after the last flight of the day. Reference: PH 2a.4.1

	ADDITIONAL MEMORY LIMITATIONS (In Bold)

	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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