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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. On the DG notice to Pilots Form, the captains are requested to print their _employee number_ number legibly next to their signatures. Reference: FOM 6.2.3
1. For each leg the DG is on the aircraft, the station will print and deliver two identical electronic DG Notice to Pilots forms to the captain stating that dangerous goods are onboard the aircraft. 
Exception: If an Electronic DG Notice To Pilots is not available, a back-up DG Notice To Pilots paper form will be used. 

2. The captain will sign the first copy, print his employee number next to his signature, and return it to the gate agent or ramp lead. Note: The captain’s signature acknowledges receipt of DG Notice To Pilots form only.

3. The second copy remains on the flight deck for that particular leg the DG is on the aircraft. If the DG remains on the aircraft for a through flight, a new set of forms will be printed/signed.
2. (True or False) An MEL or CDL requiring installation of an Orange Placard associated with repetitive action required by the maintenance procedure are identified as an *F on the flight release. Reference: MEL Intro 

The orange placard (MEL-FR) indicates the MEL Maintenance Procedure requires repetitive action at a defined frequency. *F in the flight release MEL/CDL remarks section indicates MEL with follow-up action.
3. Conduct a full flight deck search prior to departure if it is the _first_ flight of the _calendar_ day. Reference: FOM 5.5.5 

Domestic Search - Conduct a full flightdeck search prior to departure if it is the first flight of the calendar day.

International Search - Conduct a full flightdeck search:

· Before a departure from the U.S. to a non-U.S. location.

· Before a departure from a non-U.S. location returning to the U.S.

· Before a domestic departure if the aircraft’s previous leg arrived from a non-U.S. location.
4. All pilots will be on the Flight deck no later than _20_ minutes prior to departure. Reference: FOM 2.2.3 

Reporting to the Aircraft: Arrive at the aircraft with sufficient time to accomplish the crew verification procedure, conduct the crew briefing, and accomplish the flight deck section of the aircraft search checklist (when applicable) prior to scheduled passenger boarding. 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: Arrive at least 50 minutes (45 minutes for PHX-based pilots) prior to scheduled departure time.

On the flight deck: 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.
5. During the _crew_ _briefing_, the Captain should emphasize that _safety_ should be the top priority. 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 (e.g., cabin maintenance, seatback phones, etc.)

· Any other considerations the captain deems necessary
6. (True or False) An external preflight inspection must be performed before each flight. Reference: PH 2a.4.1 

This inspection 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.
7. (True or False) It is a nice practice, but not required, for the Captain to check the Cabin Maintenance Log (CML) as part of his flows. Reference: PH 2a.7.3 

Ensure there are no erroneously entered write-ups in the CML that should be in the FDML.
8. (Yes or No) The flight crew is receiving an aircraft after a crew change. During the Captain's Flight deck Preparation Flow, should a fire test be performed? Reference: PH 2a.7.2, PH 2a.7.3 

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
9. Continuing the Flight Deck Preparation Flow, both the Captain and F/O will check their respective oxygen masks. Ensure that the mask selector switch is in the _100%_ position. Reference: PH 2a.7.3 

Check N/100% selector is at 100% position.
10. You are at a station where Company maintenance personnel are not assigned and the MEL has you applying placarding procedures. You can find the _white_ non-maintenance and PLA placards stored with the _Special_ _Items_ _List_ in front of the aircraft logbook. If a placard is not available, a Faxed copy from _Maintenance Control_ is acceptable. Reference: FOM 8.6.2 

11. Use the _a. Jeppesen Manual Status Card_ to record problems/discrepancies (not a safety of flight issue) with the onboard flight kits. Reference: FOM 13.2.4 

a. Jeppesen Manual Status Card 

b. FDML 

c. Event or ASAP Report 

d. None of the above 

In the front of each manual, Jeppesen has provided a Manual Status Card to report any discrepancies (front side) and comments/suggestions (back side). Leave the card in the binder.

· Front Side: Fill out the front side when any charts are missing or damaged and notify the controlling dispatcher.
· Back Side: Fill out the back side if you have any comments (e.g., binder hard to open, Volume 2 cover torn, etc.) or any ideas/suggestions on making the shipset program better.
12. (Yes or No) During preflight an ECAM Class II STATUS message is displayed that reads AIR BLEED. Is maintenance required before departure? 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.
13. Your flight is proposed to operate in RVSM airspace. What is the maximum indicated altimeter difference from a known airport elevation? _± 75 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.
14. The weather at departure is currently at CAT IIIA minimums and corresponds to the runway in use. Assuming all airport and aircraft required equipment is nominal, a takeoff alternate is not required as long as the aircraft is _below_ _max_ _landing_ _weight_. Reference: FOM 7.5.4 

Declare a takeoff alternate anytime weather conditions at the departure airport are below CAT I landing minimums. Exception: Airbus may use landing minimums down to CAT III A at departure airport when available, if below max landing weight.
15. When performing the Before Start Flow, do not turn on the seatbelt sign until the _fuel_ _slip_ is received and reviewed. Reference: PH 2b.3.2, FOM 10.3.2 

Fueling In Progress: Crews can assume the aircraft is being fueled if:

· All engines are shut down,

· A passenger jetway/air stair is positioned for passenger loading/ unloading with the main cabin door open, and

· The fuel slip has not been delivered to the crew.

Fueling Completed: Crews can assume the fueling is completed when the fuel slip is delivered to the flight crew.

Procedure: When fueling with passengers onboard, accomplish the following:

· Ensure the seat belt sign is turned off, and

· Electrical power is established on the aircraft.

After fuel slip received:
· Fuel Slip - Reviewed

· SEAT BELTS SIGNS - ON
16. To help determine your domestic duty time/limitations, the most restrictive "WHEELS UP-CRW" is identified in the Flight Release's: (Reference: FOM 11.3.3)
a. Remarks section 

b. Scratchpad/Body section 

c. Crew Verification section 

d. F4 Pilot Alert Messages section 

Located in the Crew Verification section of the flight release, to the right of each pilot's name, is the most restrictive Wheels Up time for that pilot. The bottom of this section displays the “MOST RESTRICTIVE WHEELS UP - CRW” printed along with the most restrictive Wheels Up time from either pilot.
17. (True or False) Prior to pushback, all cell phones and PDA's on the Flight deck must be turned off. This also applies to jumpseat riders. Reference: FOM 2.2.11 

Ensure all flight deck, including any jumpseat rider(s), cell phone(s) and/or PEDs are turned off and stowed prior to pushback. On the ground after departing the gate, a cell phone may be used for operations only if the aircraft is stopped and the parking brake set. After its use, ensure the cell phone is off/stowed prior to releasing the brakes.
18. (True or False) Flight operation in snow pellets is authorized. Reference: FOM 7.7.10 

The HOT chart does include holdover range calculations for SN grains and pellets.

The HOT chart does not cover the following weather conditions. These conditions require special action by crews:
· Freezing Rain (FZRA), Heavy Freezing Rain (PLUSFZRA or PFZRA). Not authorized for takeoff or landing.

· Ice Pellets (PL). Takeoff is authorized using the De/Anti-icing Worksheet Ice Pellet Weather Conditions/Temperature/Type IV Allowance Time table. Type IV Allowance Time begins at the start of the Type IV application. 100% Type IV fluid is required. No Cabin or External Check is required. Takeoff roll must begin at or before the Type IV Allowance Time expiration. 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 start of the Type IV application.

· Hail (GR). Not authorized for takeoff.

· Heavy Snow (PLUSSN or PSN) or Heavy Freezing Drizzle (PLUSFZDZ or PFZDZ). 100% of Type IV required. No Hold Over Time guidance exists. Must takeoff within 5 minutes of determining the aircraft is clean from a Cabin Check, External Check or Post De/Anti-icing Report.

· Undefined Precipitation (UP) from Automated Weather Stations. Until FAA can fix the UP problem, most automated stations have a weather observer. Ask observer to define precipitation or use direct observation.
Start

19. What is the trigger to begin the After Start flow? Is this trigger required to be acknowledged by both pilots? Reference: PH 2b.12 

Trigger: After ground equipment is clear, first officer verbally acknowledges the captain’s wands up signal statement, and engine(s) are stabilized.
20. (True or False) If engine anti-ice is required after start, the Captain selects it ON and the F/O verifies that it is selected ON. Reference: PH 2b.13.2, 2b.14.2 

Flows:

· F/O: ENG ANTI ICE ... ON or Off

· Captain: ENG ANTI ICE ... Ensure ON or Off
21. (Yes or No) The TPS indicates a flap setting of 1 for takeoff. As part of the F/O's After Start Flow, should the F/O wait for the Captain to command "Flaps 1" before moving the flap lever? Reference: PH 2b.14.2 

F/O flow:

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.
22. (Yes or No) After the engine anti-ice is selected on in an IAE powered aircraft, will the ignition automatically be activated? Reference: TM 7L.1.3 

Each engine nacelle is anti-iced by high pressure engine bleed air. The engine anti ice ducting is independent of the pneumatic system ducting. Each engine anti ice valve is electrically controlled by an associated ENG ANTI ICE pb. If there is no air pressure, the valve closes automatically. If AC electrical power is lost, the valve opens automatically. When an engine anti-ice valve is open, the N1/EPR limit for that engine is automatically reduced and, if necessary, the idle N1/EPR is automatically increased for both engines in order to provide the required pressure. Additionally, continuous ignition is activated for that engine (IAE) or may be actuated depending on FADEC standard (CFM).
Taxi

23. (True or False) ATC can issue instructions to cross several (active/inactive or closed) runways at the same time. Reference: PH 2c.2.3, FOM Bulletin 16-10
· ATC must issue explicit instructions to either cross or hold short of each runway (active/inactive or closed) that intersects a taxi route.
· ATC instructions to cross a runway are issued one at a time. The aircraft must have crossed the previous runway before another runway crossing clearance is issued.

· Exception: At airports where the taxi distance between runway centerlines is less than 1,000 feet, multiple runway crossings may be issued with a single clearance.

24. (True or False) Taxi speed should not exceed 30 knots straight ahead 10 knots in a turn of 90° or greater. Reference: PH 2c.3.3 

25. During taxi out, ATC directs you to hold short of an intersecting runway. We are required to acknowledge this clearance with each other and _ATC_. Reference: PH 2c.2.2 
26. (True or False) You have a mechanical discrepancy after dispatch, but before takeoff. After following the procedures listed in PH 2c.1.1, it is determined that the flight is permitted. No logbook entry is required because you have already communicated with MOC. 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”


27. (Yes or No) You are waiting in a long queue for takeoff and the parking brake is set. Your jumpseat rider asks you a question regarding the Airbus FADEC system. In regards to the sterile cockpit rule, would this situation be considered a critical phase of flight? Reference: FOM 1.7.6 

Sterile Flight deck: Performing non-essential duties or activities during critical phases of flight is prohibited. Critical Phases of Flight are all ground operations involving taxi, takeoff, and landing, and all other flight operations conducted below 10,000 feet MSL except for cruise flight.

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

Essential Duties/Activities - Duties/activities required for the safe operation of the aircraft. Examples of Essential Duties: “OUT/OFF times” calls. If the ACARS is inoperative, flight crews may transmit the OUT/OFF times before reaching 10,000 feet MSL. Select an appropriate time to make the report. “On the ground” calls. Select an appropriate time to make the call.

Non-Essential Duties/Activities - Duties/activities not required for the safe operation of the aircraft. Examples of Non-Essential Duties: Calls made for ordering galley supplies or confirming passenger connections; announcements made for company promotions; pointing out sites of interests. Examples of Non-Essential Activities: Eating meals; engaging in nonessential conversations within the flight deck and/or between the flight deck and cabin.
28. To ensure compliance with DOT directives for extended delays, passengers must be _notified_ of their _option_ to deplane, even though they may choose to stay on board. When notified the F/A arrival-at-gate/remote parking announcement has been made, flight crews will notify the _controlling_ _dispatcher_ via ACARS. Reference: FOM 2.2.16 

For departure or destination delays up to but no later than 3 hours (4 hours for international), the captain will:

· arrive at a gate/remote parking with the ability to deplane the passengers.

· coordinate with F/A for the F/A arrival-at-gate/remote parking announcement allowing passengers the option to deplane.

· notify controlling dispatcher via ACARS (if operable) that arrival-at-gate/remote parking announcement was made (per DOT requirements).
29. You are experiencing an extended ground delay while off of the gate. To comply with the new DOT rules and company procedures, how long after departing the gate must the crew initiate a return to the gate or remote parking? Reference: FOM 2.2.16 

No later than 2 hours 30 minutes (3 hours 30 minutes for international):

· make announcement that the aircraft will be returning to gate/remote parking to comply with the DOT mandate for passenger protection.

· initiate return to gate/remote parking.
30. For extended on aircraft delays, an _Event_ Report is required if it's not possible to return to the gate/remote parking location with _3_ hours, (_4_ hours for international departures). Reference: FOM 4.19.2, FOM 2.2.16 

If it’s not possible to return to the gate/deplane at remote parking location within 3 hours (4 hours for international departures), send an ACARS message to the controlling dispatcher explaining the reason(s).

Note: Complete an Event Report if not possible to return to the gate or remote parking within 3 hours (4 hours international) after door closure for departure, or 3 hours (4 hours international) after touchdown at the destination.
31. For departure delays, crews update the FLIFO system using ACARS by entering the time to OFF up to but not exceeding _30_minutes. Reference: FOM 1.6.4, FOM Bulletin 19-10
After gate departure, the ACARS unit will periodically prompt the crew for remaining time to OFF or “departure delay”. When prompted, crews should enter their expected delay. The projected OFF time (ETD) is then calculated as current time plus the crew entered departure delay. As the projected OFF time is communicated to the FAA’s ATC sequencing system, inputting a departure delay greater than 30 minutes can have a negative effect on the aircraft’s ATC slot sequencing. Therefore, the crew will input remaining time to OFF value into ACARS up to but not exceeding an entry of 30 minutes.

32. You have departed the gate area and both engines are running. What third condition completes the trigger for the Taxi flow? _Final Weight & Balance Received_. Reference: PH 2c.8.2 

33. (True or False) The final weight and balance indicates the use of thrust bump is required. As per the SOP's we are performing a single engine taxi and therefore thrust bump may be selected at this time. Reference: PH 2c.8.3 

Do not engage thrust bump until both engines are running. Ensure “B” is illuminated in upper ECAM.
34. When instructing a pilot to taxi onto the departure runway and await immediate takeoff clearance, ATC will use the phraseology “ _Line_ _up_ and _wait_". Reference: PH 2c.2.3 

“<Call Sign> Line up (and wait).” The text is parenthesis is optional.

WARNING: If the phrase “line up” is not used, stay clear of the runway and question the clearance.
Takeoff

35. (Yes or No) The ATIS is reporting the departure runway to be covered with 1/8 inch of slush. The weather is clear and there is no need to be de-iced. Can you depart using Flex thrust? Reference: PH 5.4.1 Spar Matrix 

A runway is contaminated when more than 25 percent of the runway surface area (whether in isolated areas or not) within the reported length and the width being used is covered by water, frost, slush, or snow greater than 1/8 of an inch (3 mm), or by any depth of compacted snow or ice. Reference FOM 7.3.2
36. You are taxiing for takeoff and it begins to snow. Engine Anti-Ice is not listed on the Final Weight and Balance, but is on the TPS. Do you need a new Weight and Balance? Reference: FOM 6.1.2 

Use final weight & balance data provided by CLP for each flight. The captain ensures the final W&B is reviewed and within normal operating limits. If the ACARS final weight and balance message does not contain the correct departure runway/flap/thrust combination and conditions, either contact the controlling dispatcher requesting new information, or use the TPS to obtain correct performance data for takeoff.
37. (Yes or No) ATC clears you to line up and wait. As you taxi onto the runway, the tower reports the RVR for the departure runway to be 1600, 1600 and 1500. Based on this report, is the F/O is allowed to perform the takeoff? Reference: PH 2d.2.1 

Low Visibility Takeoff - 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).
38. If the crosswind component exceeds 20 knots, or if any amount of _tailwind_ exists, use full foreword 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
39. 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

Note:  It is possible to arm the system with the parking brake ON. MAX autobrake cannot be armed in flight (enhanced aircraft). Auto braking is activated when the ground spoilers extend (above 72 knots).

The autobrake system is disarmed when:

· AUTO/BRK pb is deselected

· one or more arming condition(s) is lost

· ground spoilers are retracted

· 10 seconds after liftoff, or

· pressure is applied to at least one brake pedal.
Autobraking is not available with the alternate brake system
40. In the event the Captain elects to discontinue the takeoff, he/she will state "_Reject,_ _My_ _Aircraft_" 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

· State “Your aircraft”

· relinquish control of the aircraft and

· perform his assigned duties for the RTO maneuver

The FO:

· diverts his attention to airspeed and speed trend line (ensure the speed trend line indicates deceleration) and

· when able, advise the control tower of the rejected takeoff and intentions.
41. 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 

If the aircraft came to a complete stop using autobrakes MAX, release the brakes prior to taxi by disarming the spoilers.
42. In the event of a loss of thrust at or after V1, when reaching VR, rotate to a pitch target of _12.5_ degrees. Reference: PH 2d.8.9 

At VR, the PM will callout “Rotate”. The PF will rotate with one continuous motion at a rate of about 3 degrees per second toward a pitch attitude of 12.5 degrees. After liftoff continue the rotation rate as follows: 
· F/D Operative: At VR rotate to the SRS commanded attitude. Maintain not less than V2. The pitch attitude required to maintain V2 depends on flap setting and gross weight.

· F/D Inoperative: If SRS is not available, rotate to 12.5° pitch attitude. Maintain the following speeds:

· Engine failure between V1 and V2, maintain V2

· Engine failure between V2 and V2 + 10, maintain existing speed

· Engine failure above V2 + 10, maintain V2 + 10
43. (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.
44. For all RNAV departures, the autopilot must be engaged by _500_ feet AGL. Reference: PH 2d.10.1 

Climb

45. 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 

See question 27.

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

Approach: From 1,300 feet to 50 feet.

47. 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.
48. In the event of an engine failure at or above V1, the proper actions upon reaching Green Dot speed are to 

· Select _Open_ _Climb_ 

· Select _speed_ to _green_ _dot_ 

· Select _MCT_ 

Reference: PH 2d.9 

49. To begin the After Takeoff Flow, which panel should the PM first direct their attention to? Reference: PH SOPs.7 

After flap retraction and prior to 10,000 feet MSL accomplish After Takeoff Flow:

· AIR COND – Checked (OVHD PNL)
· Landing Gear - Checked

· Flaps - Checked

· Cabin Vertical Speed – Checked
50. If UPLINK is available, a _WIND_ _UPDATE_ should be performed above 10,000 feet. Reference: PH 2e.3.5 

If UPLINK is available, it is recommended that flight crews perform a WIND UPDATE above 10,000 feet. Successful WIND UPDATE is more likely when preformed in flight as compared with on the ground.
51. The best rate of climb speed in a 319/320/321 is 0.76M - What is the best rate of climb speed in knots for a 319/320? What is the speed in knots for a 321? 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


52. While climbing through the transition altitude the _PM_ calls "Transition, Standard" Reference: PH 2e.7.1 

53. (Yes or No) You have been filed to cruise at FL360. During climb, ATC informs you that FL320 will be your final altitude. If the CRZ altitude is not modified on the PROG page, will the MCDU automatically switch 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

54. 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
55. All NRS waypoints have a unique five-character identifier (e.g., KD54U). The second letter "D" stands for _ ARTCC designator_. Reference: FOM 2.4.2 
a. ICAO FIR 

b. Domestic 

c. ARTCC designator 

d. None of the above 

Navigation Reference System (NRS) Waypoints are area navigation (RNAV) waypoints based upon latitude/longitude coordinates, rather than ground-based navaids. Over one-thousand NRS waypoints are organized to form a grid overlay of the continental United States, coinciding with the existing grid found on the US(HI) enroute charts. NRS waypoint navigation enables pilots to fly in a much straighter line from point A to point B, and provides greater routing flexibility for situations such as weather avoidance or heavy traffic flow management. The NRS allows more efficient use of airspace, helping reduce flight delays and decrease fuel consumption.

NRS Waypoint Identifiers: The NRS is populated with waypoints every 30 minutes of latitude and every two degrees of longitude. All NRS waypoints have unique 5-character identifiers (e.g., KD54U). The first two characters are letters, the second two are numbers, and the last character is a letter.

· ICAO Flight Information Region (FIR). All US identifiers will be "K."

· Air Route Traffic Control Center (ARTCC) designator.

· The middle two-digits are numbers corresponding to the waypoint’s vertical positioning on the grid.

· The last digit is a letter corresponding to the waypoint’s horizontal positioning on the grid.
56. During cruise, the lead flight attendant informs you that a passenger has become unconscious. Prior to any medical diversions, the Captain will contact _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.
57. 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 _disconnect_. Reference: TM 7p.1.3 

The IAE FADEC normally maintains a reference EPR computed as a function of TLA, ambient conditions, and bleed configurations. If EPR is not available (either sensed or computed) the affected FADEC will revert to N1 mode. In this case, an equivalent EPR thrust is maintained until thrust lever position is changed. When EPR mode fails, autothrust control and Alpha-floor protection are lost, and the FADEC reverts to either rated or unrated N1 mode.

· Rated N1 Mode. An automatic reversion to rated N1 mode occurs in the event of loss of sensed EPR. The FADEC determines N1 power setting as a function of TLA and ambient conditions. Rated N1 can also be selected through the ENG N1 MODE pushbutton on the overhead panel.

· Unrated N1 Mode. An automatic reversion to unrated N1 mode occurs in the event of loss of computed EPR. The FADEC determines N1 power setting as a function of TLA only, limited to the smaller of N1 max or N1 red line. N1 indications on ECAM E/WD are lost. An overboost may occur with thrust levers in TOGA.
58. (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
59. (True or False) During cruise, an ECAM message C/B TRIPPED appears. The circuit breaker in question controls the NAV lights. Since this is not a fuel pump circuit breaker, we are allowed a one- time reset 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.

60. (True or False) When above FL180, monitor 121.5 Reference: FOM 1.6.4 

VHF Guard. Above FL180, monitor 121.5 unless equipment limitations and/or duties prevent simultaneous monitoring of two frequencies.
In the climbing Transition Altitude Flow, the PM will well set the RMP/ACP to monitor 121.5 above FL180.
61. (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.

62. (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.

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. You receive the ECAM "F/CTL SPLR FAULT". There are no ECAM actions. The STATUS page displays "LDG DIST PROC … APPLY" and "INOP SYS" as "SPLR 3". Where do you apply the landing distance procedure? Reference: PH 9.2.4 

LDG DIST increase is based on the minimum demonstrated landing distance in configuration FULL. See Performance and Corrections for Failures: LANDING CONFIGURATION, APPROACH SPEED, AND LANDING DISTANCE CORRECTIONS FOR FAILURES in QRH.
65. While in cruise, perform a periodic system check (HEFOE) approximately _every_ _hour_, as associated with the closest flight plan waypoint. Reference: PH 2e.8.3 

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.

Descent

66. What 3 items are included in the descending through 18,000 feet flow? Reference: PH 2e.14.1 
a. _SEAT BELTS - ON_ 

b. _ECAM - Checked_ 

c. _MCDU - Set_ 
67. (True or False) The PF should keep a hand on the speedbrake lever anytime the speedbrakes are used. Reference: PH 2e.10.5 

This will prevent the speedbrakes from being left extended when no longer required.

68. If the wing anti-ice is selected on inflight, under what 3 conditions will the anti-ice valves close automatically? Reference: TM 7L.1.2
a. _ upon touchdown_ 

b. _ if a leak is detected_ 

c. _ if electrical power is lost_ 
The three outboard slats on each wing are anti-iced by engine bleed air. The WING ANTI ICE pb controls a pneumatic shutoff valve in each wing. When wing anti-ice is selected, the N1/EPR limit is automatically reduced, and the idle N1/EPR is automatically increased. When the aircraft is on the ground a 30 second system test sequence is initiated by turning the wing anti-ice pb on, after which the wing anti-ice valves close automatically.

69. If landing in CONFIG 3 with ice accretion, the flight crew may modify VAPP through the MCDU, however 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 

	Turbulence Penetration Speeds

	
	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


71. During flight into a Caribbean destination, the transition level is 14,000 feet. Upon passing through FL180, the PM calls "_18,000_." Upon passing through 14,000 feet, the PM calls "_Transition_" and states the current local altimeter setting. Reference: PH SOPs.9 72. 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 2.4.4 

	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


73. What 3 items are we required to inform ATC of when entering a holding pattern? Reference: FOM 1.6.4 
a. _time, and_ 

b. _altitude, or_
c. _flight level_
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

74. The lowest allowable 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.

75. You desire to fly the approach and landing with the Autothrust off for proficiency. This is permitted under what 3 conditions? Reference: PH 2.9.9, 2f.2.6 
a. _Day VMC_ 

b.  _PF pre-briefs PM_ 

c.  _PF notifies PM_ 
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.

76. During a visual approach if flight director commands are not being followed both FDs should be selected off. If the FD's are selected off, the use of _flight_ _path_ _vector_ is recommended. Reference: PH 2f.2.1, 2f.2.6 

77. Our company is authorized to fly approaches containing the note: "Special Aircrew & Acft _Certification_ Required." This note may be accompanied by "Procedure does not meet ICAO standard for ALSF/TDZ/CL lighting system." and/or "Authorization to conduct this approach requires specific ops spec approval or letter of authorization for this runway." or similar language. _Neither_ of these supplemental notes affects the company’s authorization to fly these approaches. Reference: FOM 2.6.2 

78. The lowest altitude that the autopilot can be used on a non-autoland ILS approach is _80_ feet AGL. Reference: PH 1.10.1 

For ILS approach, if CAT 2, CAT 3 SINGLE or CAT 3 DUAL is annunciated on the FMA, the minimum is 80 feet AGL. If CAT 1 is annunciated on the FMA, the minimum is 160 feet AGL.
79. Our company is _NOT_ authorized to fly any approaches containing the note "SPECIAL AIRCREW & AIRCRAFT_AUTHORIZATION_ REQUIRED" unless authorized in the _Airport_  _Advisory_ pages. Reference: FOM 2.6.2 
Note the distinction between “Certification” in question 77 and “Authorization” in this question.

80. (Yes or No) You are flying an A320 with the #1 thrust reverser on MEL and a destination of KPHL. Braking action on runway 27R has deteriorated to poor. Where would you check landing distance to see if you can land on runway 27R. Reference: PH 5.10.3, QRH 

If the landing runway is different than the runway listed on the Final W&B message and/or the braking action is less than good, determine the available runway landing length by checking the Flight Release F4 messages (immediately after the Flight Plan Section) for Landing Lengths Exceptions.

· If the landing runway is listed, use this landing length exception.

· If the landing runway is not listed or there is no Landing Length Exception F4 Message, use the Jeppesen Landing Beyond Threshold Distance, or if blank, the Airport Diagram runway length.

Determine required landing runway length:
· For normal braking conditions (i.e., no braking action reports or braking reported as good), use "Landing Data" section to determine the appropriate landing flap setting and weight.

· For braking conditions less than good, use the associated QRH braking action chart in the OD pages (e.g, Braking Action - Medium (Fair), etc.) based on weight, flaps, and autobrakes or maximum manual braking. Apply all appropriate additives (1 Reverser Inop) at the bottom of the table.
81. You are flying an enhanced aircraft that has Multiscan radar. You are using the radar in the MAP mode. A large area of the return display is black. What kind of terrain are you looking at? Reference: TM 7n.2.4 

· WX: Weather mode: Colors indicate the intensity of the precipitation (black indicates the lowest intensity, green, amber and red indicate progressively higher intensities).

· WX+T: The screen shows turbulence (in precipitation areas) in magenta (within 40 NM).

· TURB: The screen only shows turbulence areas.

· MAP: Radar operates in mapping mode: Black indicates water, green indicates the ground and amber indicates cities and mountains.

82. The maximum rate of descent below 2500 radar altimeter is _2,000_ fpm. Reference: PH 2e.10.3 

83. (Yes or No) You are flying a CAT III approach. The FMA displays "CAT 3 DUAL." Do you need to see the runway environment to land? 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. (Yes or No) You are flying a CAT III approach. The FMA displays "CAT 3 SINGLE." Do you need to see the runway environment to land? 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) Use of Autobrakes is a normal 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.

86. At SMGCS approved airports, special lighting, markings, and procedures are activated when the visibility is less than _1200_ RVR. Reference: QRH OD-2 

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

87. What 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, or 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.
88. (True or False) You are performing an autoland approach in day VFR conditions and CAT 3 DUAL has annunciated. Slightly below 400' LAND does not annunciate and the landing capability changes to CAT 1. If both autopilots remain engaged, may you continue the approach and allow the aircraft to autoland as long as VFR conditions remain? Reference: TM 7d.1.4 

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

90. (True or False) Delaying lowering the nose wheel after touchdown may be helpful due to the effects of aerodynamic braking. Reference: PH 2g.12.6 

If the nosewheel is not promptly lowered to the runway, braking and steering capability are significantly degraded and no drag benefit will be gained.
91. (True or False) You are landing with autobrakes selected. During rollout, the PM notices that the green DECEL light illuminated and then extinguished. The PM should immediately call out "NO AUTOBRAKES." Reference: TM 7m.2.5 

The DECEL light illuminates green only if the autobrake function is active and when actual aircraft deceleration corresponds to predetermined rate. (In LO or MED: 80% of the selected rate).
Note:  On slippery runways, the predetermined deceleration may not be reached due to antiskid operation. In this case DECEL light will not illuminate. This does not mean that autobrake is not working.
92. (True or False) During rollout, the nosewheel steering tiller should not be used above 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.
93. If the ground spoilers do not deploy after touchdown, braking effectiveness may be reduced by up to _60_%. Reference: PH 2g.12.5 

Unless ground spoilers are extended after touchdown, braking effectiveness may be reduced initially as much as 60 percent, since very little weight will be on the wheels and brake application may cause rapid anti-skid modulation.
94. After an autoland with Rollout available, allow the aircraft to slow to approximately _60_ knots before disconnecting the autopilot. Reference: PH 2f.6.2 

The pilots should monitor the quality of the approach, flare, landing roll-out, including spoiler deployment and autobrake application. After landing, monitor the deceleration. Allowing the ROLLOUT function to provide nosewheel steering along the runway centerline, slow the airplane to approximately 60 knots before disconnecting the autopilot. If ROLLOUT is not available, disconnect the autopilot after touchdown.
95. (True or False) 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: PH1.10.2 

After Landing

96. (True or False) An aircraft stopped on the ground with the parking brake set is not in a critical phase of flight. Reference: FOM 1.7.6 

97. (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.
Exception: Ground power and stationary hydrant fuel units are allowed when confined to the designated boxed area.
Caution: Stop the aircraft any time obstacle clearance is questionable.
Parking & Post Flight

98. You have arrived at the gate. Check that the ACCU PRESS on the _Triple_ _Indicator_ is in the green band. If it is not then _chocks_ are required before engine 1 shutdown. Reference: PH 2h.6.3 

99. (Yes or No) You have parked at the gate after completing the aircraft's last flight of the day. The leg you have just flown was a domestic leg and therefore you are not subject to either a customs or immigration inspection. You note that the station you are at is an on-line maintenance station. Because maintenance is available, is a post flight exterior inspection still required? Reference: PH 2a.4.1 

This inspection 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.
100. When at or above 10,000 feet, crews will report any in-flight discrepancy as soon as time permits using the MTC function in ACARS. Crews can expect maintenance to reply to all maintenance ACARS messages. If no response is received, crews should _call MOC through the controlling dispatcher upon arrival at the gate_. Reference: FOM 2.4.3 

The call with the controlling dispatcher and MOC is not necessary if the Early Alert ACARS message was sent and MOC replies it is not necessary to call after arrival.
If no response is received, crews should call MOC through the controlling dispatcher upon arrival at the gate. If ACARS is inoperative, use VHF radio to relay any maintenance discrepancy through the controlling dispatcher to MOC.

	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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