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PURPOSE AND APPLICABILITY

The high level of automation on the C-130J gives aircrews a variety of ways to obtain flight information and execute mission tasks. It also presents them with challenges for managing information, monitoring systems operations and verifying task accuracy and completion. If not properly managed, such variability can lead to loss of situational awareness, increased workload, crew error and conflict. Standard Operating Procedures (SOP) and sound Crew Resource Management (CRM) enhance safety and mission accomplishment by: 

(1) Creating an environment for predictable performance which allows crews to quickly recognize deviations requiring corrective action,

(2) “Proceduralizing” CRM concepts and skills,

(3) Prioritizing crew actions during periods of high workload,

(4) Ensuring “Closed-Loop” Communication: Crewmember to Crewmember and Crewmember to Automation, and

(5) Reducing crew workload by standardizing briefings.

Standard operating procedures allow crews to operate together in a highly complex environment with the understanding that each crewmember has specific tasks that are accomplished in a known manner. While there may be several ways to accomplish an objective, standards have been established to ensure the safest and most efficient operation based on judgment and experience.

The procedures contained herein are mandatory and will be followed until a different course of action is required due to unusual circumstances. This document also provides recommended practices, which although not mandatory, provide proven methodology for the accomplishment of routine tasks.

When it is necessary to protect the crew or aircraft from a situation not covered by these procedures and immediate action is required, the Aircraft Commander (AC) has ultimate authority and responsibility for the course of action to be taken.  The AC will assess the risks involved with deviating from these procedures and brief the crew accordingly.

These procedures are a supplement to current written C-130J directives.  They will not supercede other written guidance.  Where this document conflicts with a document authorized by a higher authority, the conflicting information in this document becomes obsolete and HQ AMC/DOJ should be notified as soon as possible so that amendment action can be taken. This document will be amended as required. Proposed amendments should normally be drafted at unit level using AF Form 847, Recommendation for Change of Publication, and must be forwarded to HQ AMC/DOJ through normal channels for endorsement and production.

SECTION 1: GENERAL GUIDANCE
OVERALL AUTOMATION PHILOSOPHY

The purpose of the automation on the C-130J is to assist the flight crew with mission accomplishment. Crewmembers will understand and be proficient at operating the aircraft in all levels of automation.  The level of automation used at any specific time should be the most appropriate to reduce crew workload during critical phases of flight, increase situational awareness and enhance mission effectiveness and safety.  

Crewmembers will at all times adhere to the following guiding principles:

(1) The AC has the ultimate authority for the safety of the aircraft, passengers and crew.

(2) Aircraft automation will not command crew actions. The automated systems will recommend/suggest appropriate actions and the crew will determine the proper course of action. 

(3) If the Digital Autopilot/Flight Director provides unexpected commands to the flight controls, crews will revert to lower levels of automation or manual flight as necessary before attempting to resolve any problems with the system.  

(4) Crewmembers will perform normal systems monitoring duties in conjunction with the ACAWS.

CREW RESOURCE MANAGEMENT AND AUTOMATION

Glass cockpit/two-pilot technology requires increased crew discipline to prioritize duties, effectively manage workload and inhibit complacency.  Effective communication skills, especially those used in cross-checking/verifying inputs, and reviewing flight status are particularly important.  To enhance situational awareness crewmembers must:

(1) Ensure that Pilot Flying (PF), Pilot Monitoring (PM), Loadmaster (LM) and additional/augmented crewmember duties and responsibilities are clearly briefed and understood at all times.
(2) Maintain constant “mode awareness” for all phases of flight.

(3) Crosscheck and verify Flight Management System inputs for completeness and accuracy.

(4) Verbalize actions to keep others aware of what they are doing. 
 HEAD-UP OPERATIONS 

The intent of the design and placement of flight deck displays and management units is to allow both pilots to maintain a head-up lookout as often as possible. Crews will operate consistent with this design intent and will take full advantage of mission planning and preflight time to complete tasks that would otherwise require head-down time during flight.

Pilots are considered to be head-down any time that they divert attention away from normal duties. Head-down time does not include momentary scanning of the CNI-MU and HDDs. 

Crews will follow the guidance given below except for cruise flight above 10,000 feet MSL:

(1) The PF will fly the aircraft and maintain a dedicated head-up lookout. If the PF wishes to be head-down, aircraft control shall be transferred to the PM who will remain head-up. 

(2) If the PM must divert attention away from normal clearing and monitoring duties for an extended period of time, he/she will state, “head-down”. The PF will verbally acknowledge this call. 

(3) Any crewmember that observes both pilots head-down at the same time shall alert the PF without delay.  

(4) Crewmembers will verbalize when they are head-up after completing the head-down task.  The PF shall acknowledge this call and brief any status changes.

Operation in the low-level environment is demanding and requires sustained crew participation.  The principal rule in the low-level environment is that only the PM is to be head-down at ANY time.  The PF must transfer control to the PM before crosschecking any items. 

Recommended Practice: Whenever the PM plans to remain head-down for an extended period of time (i.e. building/briefing approaches or multiple leg changes), he/she should transfer external communication responsibilities to the PF.

 AUTOMATIC FLIGHT

Automatic Flight means that an autopilot has been engaged, the flight director is in use and, whenever possible, the autothrottles are connected. The PF will announce “Autopilot Engaged” when engaging the autopilot. Only the PF may disengage the autopilot and autothrottles.

	
	PILOT FLYING
	PILOT MONITORING

	REF SET/MODE SELECT

	Reference Settings1
(HP, RAD ALT, IAS, FPA, MINS)
	-Set as required
	-Verify setting

	Mode Selections

(ALT, SEL, NAV, HDG, APPR, IAS, VS, CAPS)
	-Select desired mode

-State selection (i.e. “NAV ARM”)

-Announce capture (i.e. “NAV CAPTURE”) if required
	-Verify callouts

	LATERAL FLIGHT

	Direct To/Intercept Course To/ Route Modification
	-Verify MOD RTE (blue line) or CNI entry

-Direct PM to execute
	-Modify route as required

-Execute when directed



	Radar Vector/Heading Change
	-Set the heading reference

-State setting (“HDG 270 Set”) 
	-Verify setting

	VERTICAL FLIGHT

	Climb/Descent clearance
	-Set new level/altitude reference

-State setting (“FL210 Set”)

-Climb/Descend after PM acknowledges
	- Acknowledge (“FL210”)

	1,000 feet to go2
	-State altitude leaving for altitude assigned” (“6,000 for 5,000”)
	-Acknowledge (“6,000 for 5,000”)

	Leveling at Assigned Altitude/Level
	-State “Altitude Hold” 
	-Verify callout


1. For arrival/approach planning, the PF will transfer aircraft control to the PM and set all reference settings as required for the planned approach.

2. The aircraft “thousand to go” voice alert is a back-up alert only.

MANUAL FLIGHT

Manual Flight means the PF is providing manual input to the flight controls and the flight director is normally in use. The autothrottles may or may not be connected.  The PF may engage the autopilot or autothrottles, or instruct the PM to do so. The PF will announce “Autopilot Disengaged,” when he/she is reverting to manual flight.

	
	PILOT FLYING
	PILOT MONITORING

	REF SET/MODE SELECT
	

	Reference Settings1
(HP, RAD ALT, IAS, FPA, MINS)
	-Direct PM to set if required

-Verify setting
	-Set as directed by PF



	Mode Selections2
(ALT, SEL, NAV, HDG, APPR, IAS, VS, CAPS)
	-Select desired mode

-State selection (i.e. “NAV ARM”)

-Announce capture (i.e. “NAV CAPTURED”) if required.
	-Verify callouts

	LATERAL FLIGHT
	

	Direct To/Intercept Course To/ Route Modification
	-Verify MOD RTE (blue line) or CNI entry

-Direct the PM to execute
	-Modify route as required

-Execute when directed



	Radar Vector/Heading Change
	-Verify setting

-Acknowledge (“HDG 270 Checks”)

-Turn
	- Set heading reference



	VERTICAL FLIGHT
	

	Climb/Descent clearance
	-Verify setting

-Acknowledge (“3000”)

-Climb/Descend
	-Set new level/altitude reference

-State setting (“3000 Set”)



	1,000 feet to go3
	-State altitude leaving for altitude assigned (“6,000 for 5,000”)
	-Acknowledge (“6,000 for 5,000”)


1. For arrival/approach planning, the PF will transfer aircraft control to the PM and set all reference settings as required for the planned approach. 

2. The PF may direct the PM to select desired modes. In this case, the PM will make the necessary announcements and the PF will verify the callouts.

3. The aircraft “thousand to go” voice alert is a back-up alert only.

AUTOTHROTTLES

The autothrottle system reduces workload and should be used as often as practical. 

If the autothrottles are engaged, the PF will announce all accelerations/decelerations, which the PM will verify.

Recommended Practice: IAS reference speeds should always be set when the autothrottles are not engaged.

If the autothrottles are disconnected for sustained descents during automatic flight, it is possible that altitude capture may occur with the power levers at or near flight idle. To prevent this, the PF shall, at 1,000 feet above the desired level, re-engage autothrottles or manually guard the power levers and add power as necessary for level off. 

Autothrottles must be disconnected no later than the DH/MAP for instrument approaches and crossing the threshold for visual approaches. 

AUGMENTED CREW STATION 

The AC may direct qualified crewmembers to occupy the augmented crew station. Proper utilization of this station will enhance mission effectiveness. Passengers and observers are not permitted access to the augmented crew station regardless of its availability. 

The AC will decide who will occupy the augmented crew station based on mission and training requirements.  Crewmembers occupying this station during takeoff will remain in the seat until the gear and flaps are raised and a normal climb profile is established. When a “head-down” call is made, he/she will increase their vigilance in scanning outside and monitoring flight deck activities and communications.  

Crewmembers occupying the augmented crew station can expect to perform the following tasks as directed: 

	C2 RADIO 
	-Monitor radio and make outbound/inbound calls. Delay outbound call until After Takeoff/Climb checks are complete. Avoid making C2 calls while in high traffic areas.

	TOLD INIT
	-Update TOLD INIT with latest ATIS information and notify PM when accomplished.

	FUEL PANEL 
	-In accordance with the fuel panel section of this document.

	STRUCTURAL HEALTH MONITORING
	-Track and log the aircraft gross weight for takeoffs and touch and go, full stop and assault landings (5.2 aircraft only).

-Record initial takeoff and final landing times.


PERFORMANCE DATA

CNI TOLD computations must be verified prior to use to mitigate any error that might exist. On rare occasions, CNI TOLD software can be corrupted and yield inaccurate data. In addition, the CNI does not provide important data such as engine(s)-out ceilings, Flaps Up Safety Speed (FUSS), Minimum Power Restoration Speed (VMPRS), etc.

Crews will verify CNI TOLD computations using one of two methods: 

(1) Compare with data from an approved PFPS TOLD Module, or 

(2) Compare with data manually computed using the aircraft performance manual or tabulated data. 

For manual computations, complete both sides of the C130J TOLD card (cruise data is not required for local training missions).

If no discrepancies are noted, use the CNI values and continue to compare them with tabulated data found in the flight manual checklist. If discrepancies cannot be resolved, check manual computations for accuracy and use them in lieu of CNI values. Document any known discrepancies in the AFTO Form 781.

Fuel dumping is an emergency procedure that may be required during a period of high workload. Therefore,

(1) During flight planning, determine if fuel dumping may be required. Calculate the total fuel to be dumped and the amount to be dumped from each tank.

(2) Prior to takeoff, brief a fuel dump plan. Review the Dash 1 checklist and prepare to dump fuel by pre-setting the fuel panel using the QTY SET feature.

Recommended Practice: Consider a fuel dump plan when 2-engine cruise ceiling is below the 25 NM MSA or when landing gross weight must be reduced for an immediate return to the departure airfield.

Crews will update 2/3-engine drift-down airspeeds and service ceilings during extended cruise for every 5000 pounds of fuel burn. 
TCAS

TCAS will be selected as an overlay on the Nav/Radar display at all times.  The standard mode of operation will be TA/RA. Treat TCAS TAs like an ATC call of conflicting traffic.  TAs alone are not sufficient to deviate from an assigned clearance.  RAs must be followed unless in the pilot’s judgment doing so would jeopardize flight safety  (i.e., Stick pusher, terrain, visual target that poses a more immediate threat than the RA intruder).  Windshear, GCAS and stall warning alerts have priority over TCAS.

It is permissible to select TA ONLY when intentionally operating in close proximity to another airplane, such as on a closely spaced parallel approach. Selecting TA ONLY will prevent an unnecessary RA with the nearby traffic.

NAVIGATION

NAVAID Tuning: The standard tuning procedure is to use the station identification letters.

Supporting Documents: Appropriate supporting documents will be out of the flight kit, available to both pilots and opened to the route of flight. Crews will review terrain charts to increase awareness of terrain/obstructions.

Area Navigation: The following applies to all area navigation operations:

(1) Pilots will set the Nav/Radar display ranges to prioritize TCAS target resolution, weather/terrain avoidance and/or route of flight. Use the Digital Map as a tool to increase awareness of terrain/obstructions.

(2) For long range clearances, or clearances to points not on the active flight plan, the PM will check courses and distances from the LEGS pages against an aeronautical chart. If the MOD RTE (blue line) is not displayed, ensure proper navigation to the desired fix after executing the change.  Depending on the complexity of the clearance, a transfer of aircraft control may be necessary to verify the data entered.

(3) If time is critical, revert to a lower level of automation using raw NAVAID data rather than computer guidance that has not been properly verified.  Complex CNI programming such as entering multiple waypoints or building approaches shall be performed at the highest altitude and safest environment practical. 

Flight Planning Airspeed: Plan to fly at a constant TAS of 320 TAS, which will provide sufficient performance, yet allow the engines to operate at less than max continuous power.  Do not exceed VH.

SECTION 2: GROUND OPERATIONS

PREFLIGHT DIVISION OF DUTIES

Aircraft Commanders will assign preflight duties as appropriate for the mission.  When the pilots arrive at the airplane, they will check the aircraft forms and ensure required publications are on board.  The crewmember that completes the Power-up checklist will brief the AC on the status of the aircraft and any checklists that have not been accomplished.

Crewmembers will follow the preflight division of duties in the table below. 

	
	PILOT FLYING
	PILOT MONITORING
	LOADMASTER

	POWER UP CHECKLIST
	
	-COMPLETE (when assigned)
	 -COMPLETE (when assigned)

	DATA TRANSFER
	
	-COMPLETE (if required)
	 

	MAG COMPASS
	-CHECK
	
	

	HUD
	-SET
	-SET
	 

	CNBP
	-SET
	-Verify 
	

	AMU
	
	
	

	PFD
	-SET
	-SET 
	

	NAV SELECT
	-SET
	-SET
	

	NAV RADAR
	-SET PARTIAL Channel
	-SET FULL Channel 
	

	ACAWS
	-Store Messages
	-Confirm
	

	REF SET/MODE SELECT
	-SET 
	-Verify 
	

	CNI-MU
	
	
	

	ROUTE 1/2
	-Verify 
	-ENTER
	

	PERF INIT 1/2
	-Verify 
	-ENTER 
	-ENTER BOW and Payload

	TOLD INIT
	-Verify
	-ENTER 
	-ENTER (when assigned)

	MC INDEX
	-Verify
	-ENTER VSPEEDS 
	-ENTER Weight and Balance

	INDEX
	-Verify
	-ENTER
	

	COMM TUNE
	-SET
	-Verify 
	

	NAV TUNE
	-SET 
	-Verify 
	

	IFF
	-SET
	-Verify 
	

	NAV CONTROL
	-SET
	-Verify 
	

	CAPS
	-SET
	-Verify
	


START MALFUNCTIONS

The Pilot will guard the Fire Handle throughout the start.  If MGT is observed to rapidly increase through the 6 o’clock position (approximately 650 degrees C), pull the Fire Handle. All other start malfunctions will be handled in accordance with the Dash 1.

Crewmembers observing a reason to discontinue an engine start will state “STOP START, (Condition).” The pilot will acknowledge and discontinue the start.

Reset the FADEC before attempting a restart. 

TAXI

The left seat pilot will not normally make any CNI, AMU, Ref Set/Mode Select or CNBP entries, or conduct briefings while taxiing the aircraft. 

Consider the following:

(1) The wake velocity 100 yards behind the aircraft exceeds 50 mph in Flight Idle.  

(2) Selecting HOTEL mode on operating engines while taxiing results in short bursts of thrust due to blade coarsening.  

ENGINE SHUTDOWN

Do not plan to shut down engines from Hotel mode.

DEPARTURE BRIEFING

Conduct departure briefings using the briefing guide below. Brief asterisk items for every departure. For multiple departures, only changed items must be briefed. 

SOP ITEMS are considered part of the standard departure briefing and may be verbalized as “in accordance with the SOPs”, unless changes are necessary for crew coordination or specific situations. Consider crew proficiency and experience level when selecting items to brief. 

	BRIEFING ITEMS
	REQUIREMENTS

	PERFORMANCE
	

	Takeoff
	-Left/Right Seat, Normal versus Max Effort (Use MAJCOM approved Max Effort Takeoff Briefing Guide)

	TOLD 1
	-Gross Weight 

-Predicted Horsepower

*Runway Required versus Runway Available

*V1/VR, VOBS 

-Special Considerations (i.e. Heavy Gross Weight, High TOF, RCR/RSC, Crosswinds, Acceleration Check, All Bleed, etc.)

	DEPARTURE
	

	Departure Procedures 2
	*Clearance (Altitude, Heading, First Waypoint)/DP 

*Hazardous Terrain/Obstacles

*Engine Out Climb Speed/Gradient versus Required Gradient 

 -Emergency Return, ESA, MSA 

 -Special Considerations (i.e. RADAR Mode, Noise Abatement, Transition Altitude, etc.)

	SOP ITEMS
	

	Signals for Gear and Flaps
	-Verbal and visual for the gear, verbal for the flaps.

	Aborted Takeoff
	-In accordance with the Dash 1 and the takeoff abort section of this document.

	Engine Shutdown Coordination
	-Flight critical/irreversible actions will be in accordance with the critical action coordination section of this document.

	Fuel Dumping
	-Review fuel dump plan (if required). 

	OTHER
	

	Max Effort Operations
	-Use MAJCOM approved Max Effort Takeoff Briefing Guide.

	Tactical Operations
	-TBD

	ADS
	-TBD

	NOTES/UNIT/MAJCOM ITEMS
	


1. The PF will display the CNI TOLD Takeoff Page during the brief and for the takeoff. 

2. The PF will display the CNI Legs Page during the brief and the PM will have the page displayed for takeoff.

NORMAL TAKEOFF

	Pilot Flying
	Pilot Monitoring

	-Advance Power Levers to TAKEOFF position and state “SETTING TAKEOFF POWER”
	-State “POWER SET” (when takeoff HP is reached) 

	-State “MY AIRCRAFT” when taking control as flight controls become effective
	-Acknowledge “YOUR AIRCRAFT”

	
	-State “ROTATE”1


1. If V1 is equal to or greater than VR, the PM will state, “ROTATE” at V1/VR.  If V1 is less than VR, the PM will state, “V1” at V1 and “ROTATE” at VR.
TAKEOFF ABORT
The manufacturer’s general philosophy for takeoff aborts is that, in most cases, high-speed aborts pose a greater risk than continuing the takeoff and handling the situation in flight.  The takeoff inhibit logic supports this philosophy and simplifies the decision-making process.  

The standard for handling takeoff aborts is that prior to V1/VR, crews will abort the takeoff for:

(1) ACAWS messages that illuminate the Master Warning or Master Caution glare shield annunciator lights and sound the associated aural tone, or

(2) Any other safety of flight problem.

If either pilot recognizes a situation that warrants an abort they will state “REJECT, (brief description)” (i.e. “REJECT, Engine Fire Number 1”). Loadmasters will state a brief description of the problem (i.e. “loose platform”, “hydraulic leak”, etc.) and, if an abort is warranted, the PF will state, “REJECT” and initiate the abort.  

The pilot and copilot abort duties and callouts will be in accordance with the tables below.  Reference the Dash 1 for associated Warnings, Cautions and Notes.

Left Seat Takeoff

	PILOT
	COPILOT

	-Retard power levers to Ground IDLE

-Maintain wings level; control of yoke 

-Apply maximum brakes (as required)
	-Verify decreasing speed trend

-Back up left seat pilot brake input, if necessary

-Monitor for Bs in Flight IDLE 1

	-When transitioning to NWS, transfer control of yoke to the copilot and state “YOUR YOKE”


	-Acknowledge “MY YOKE”
-Maintain wings level

-Slight forward elevator pressure may improve nosewheel tracking on wet/slippery surfaces 

	-Pause momentarily in Ground IDLE for reverse call out


	- Monitor for BETA indications 

- State “ALL FOUR”, “INBOARDS ONLY”, or “OUTBOARDS ONLY” (as required)

	-Bring power levers into maximum reverse (as required)

-Reverse and brake until transition to a normal rollout 
	-Place hand on the base of the power levers; ensure pilot moves correct power levers toward maximum reverse




1.  In the absence of the “B” indication, anticipate the possibility of no BETA or a directional control problem when entering the ground range.

Right Seat Takeoff

	PILOT
	COPILOT

	
	-Retard power levers to Flight IDLE and maintain directional control

	-Initiate transfer of aircraft control by taking control of the power levers in Flight IDLE; bring your hand underneath the copilot’s hand and state “MY AIRCRAFT” 


	-After pilot’s transfer of aircraft control is complete state “YOUR AIRCRAFT” 

-Maintain wings level; control of yoke  

-Slight forward elevator pressure may improve nosewheel tracking on wet/slippery surfaces 

	-Apply maximum brakes and NWS (as required)


	-Verify decreasing speed trend

-Back up left seat pilot brake inputs

-Monitor for Bs 1

	-Bring power levers to Ground IDLE and pause momentarily for reverse call out


	- Monitor for BETA indications 

- State “ALL FOUR”, “INBOARDS ONLY”, or “OUTBOARDS ONLY” (as required)

	-Bring power levers into maximum reverse (as required)

-Reverse and brake until transition to a normal rollout 
	-Place hand on the base of the power levers; ensure pilot moves correct power levers toward maximum reverse




1.  In the absence of the “B” indication, anticipate the possibility of no BETA or a directional control problem when entering the ground range.

NOTE: When the aircraft has slowed to a safe taxi speed, the AC will call for any boldface and ACAWS crew action items (as appropriate) and direct required crew actions.

NOTE: Consider brake temperature; reference performance charts and Dash 1 guidance as required.

SECTION 3: FLIGHT OPERATIONS

10,000 FT CHECK 

When passing 10,000 feet in a climb/descent, the PM will check the cabin pressure and ensure the cabin altitude is below 10,000 feet.  Ensure the landing lights are extended/retracted.

FUEL PANEL
The fuel panel is considered a “verification panel”. Crewmembers managing the fuel panel will advise the PF before and after performing each task (i.e. “Pilot, I’ll set the panel up for crossfeed,” or “Pilot, the fuel panel is set tank to engine” etc.). This includes whenever a non-standard panel configuration (other than tank-to-engine or crossfeed) is necessary to balance fuel. After completing the task, another crewmember will verify that the panel is set correctly. 

To facilitate this coordination, crews should plan to make changes to the fuel panel during periods of low workload such as before taxi and during cruise segments. 

Recommended Practice: Fuel crossfeed should be discontinued during touch and go operations with less than 500 pounds of fuel in the auxiliary tanks to prevent the “L/R AUX XFER PMP FAIL” ACAWS Caution from occurring.

 STANDARD ARRIVAL FLOW

The PM, or crewmember occupying the augmented crew station, will normally tune the destination ATIS, complete the TOLD INIT entries and notify the PF. The PF can then begin this flow when desired. Transfer aircraft control to the PM prior to completing this flow and briefing the arrival. After the arrival briefing, the PM will complete this flow before initiating the Descent checklist. 

	
	PILOT FLYING
	PILOT MONITORING

	PRESSURIZATION
	

	
	
	-SET Landing Altitude

	HUD
	

	
	-SET Mode (as required)
	-SET Mode (as required)

	CNBP
	

	
	-TUNE NAVAIDS


	-Verify

-IDENT/MONITOR NAVAIDS 

	AMU
	

	
	-SET NAV SELECT 1

-SET NAV RADAR 


	-SET NAV SELECT 1

-SET NAV RADAR 

-SET GCAS

	REF SET/MODE SELECT
	

	
	-SET RAD ALT

-SET FPA 

-SET MINS 

-Check BARO Altimeter Setting
	-Verify

	CNI
	

	Route/Legs
	-ENTER Approach (as required) 2
	-Verify

	TOLD
	-CHECK TOLD INIT entries

-CHECK Landing Speeds 

-CHECK Landing Distances 
	-Verify (if required)

	IFF
	
	-CHECK TCAS


1. Recommended Practice: Set the planned final approach course.  The AMU page should normally stay displayed until the final approach source has been selected.

2. Recommended Practice: When building approaches, if time permits, use a waypoint naming convention that increases situational awareness and allows both pilots to readily check and understand waypoint information.  For example, a waypoint named “FAF33” conveys more meaning than one named “PB01”.

ARRIVAL BRIEFING

Conduct arrival briefings using the briefing guide below.  Brief asterisk items for every landing.  For multiple arrivals, only changed items must be briefed.

SOP ITEMS are considered part of the arrival briefing and may be verbalized as “in accordance with the SOP”, unless changes are necessary for crew coordination or specific situations.  Consider crew proficiency and experience level when selecting items to brief. 

	BRIEFING ITEMS
	REQUIREMENTS

	ARRIVAL 
	

	Arrival Procedures 1
	-Weather Conditions

-NOTAMS

*Type of Approach/Runway (i.e. Visual/Rwy 15, ILS/Rwy 26, etc.)

-Level of Automation (i.e. Manual, Coupled, Autothrottles, Head-Down, etc.)

-Frequency and Identifier

-Approach Course

-Runway Length, TDZE, Airport Elevation

-ESA, MSA, Transition Level, Hazardous Terrain/Obstacles

-FAF Altitude

-Decision Height or MDA/MAP

-Missed Approach Procedures

-Required Visibility

-Backup Approach

-Special Considerations (i.e. RADAR Mode, Noise Abatement Procedures, etc.)

-Approach waypoints

	TOLD 2
	*Flap Setting, Type Landing, Planned Touchdown Point

*Approach, Threshold, Touchdown Speeds

-Runway Required versus Runway Available

-Special considerations (i.e. RCR, gusts, crosswinds, high speed landings, All Bleed, etc.)

	SOP ITEMS
	

	Emergency Actions
	-In accordance with the Dash 1 and the Emergency/Abnormal section of this document.

	OTHER
	

	CAT II
	-Use MAJCOM approved CAT II Briefing Guide.

	Max Effort Operations
	-Use MAJCOM approved Max Effort Landing Briefing Guide.

	Tactical Operations
	-TBD

	ADS
	-TBD

	NOTES/UNIT/ MAJCOM ITEMS
	


1. The PF will display the CNI Legs Page during the brief.

2. The PF will display the CNI landing speeds for the approach and landing.

GENERAL APPROACH PROCEDURES
The PM will identify and monitor final approach NAVAIDs as required.

Set the radar altimeter as follows: HAT minus 50 feet for CAT I ILS and PAR approaches, 250 feet for a straight in non-precision approach and 300 feet for a circling approach. 

Time permitting, enter the final approach segment into the active flight plan for situational awareness. 

At no time will the autopilot be coupled to INAV for an instrument approach (other than NDB approaches). If weather conditions might necessitate a missed approach, crews will enter the missed approach procedure and missed approach holding into the flight plan. CNI-MU entries will not be made after approach clearance is granted. 

The HUD alone is not sufficient for NDB approaches.  A head-down display, which depicts a bearing pointer tuned to the NDB, must be used in conjunction with the HUD throughout the approach.

Recommended Practice: For non-precision approaches with step-down fixes, after capturing each segment altitude, set the next segment’s altitude in the ALT SEL window. After all step-down altitudes have been transitioned, set the ALT SEL reference to at or just above the approach minimums. 

Recommended Practice: Set the missed approach/climb-out altitude in the ALT SEL window after glide slope capture for precision approaches and MDA capture for non-precision approaches.

LANDING PROCEDURES
The PF/PM duties and callouts will be in accordance with the table below.  Reference the Dash 1 for associated Warnings, Cautions and Notes.

	PILOT FLYING
	PILOT MONITORING

	-Bring power levers to Flight IDLE
	-Monitor for Bs1

	-Bring power levers to Ground IDLE and pause momentarily for reverse call-out


	-Monitor for BETA indications

-State “ALL FOUR”, “INBOARDS ONLY” or “OUTBOARDS ONLY” (as required)

-Place hand on the base of the power levers; ensure pilot flying moves correct power levers toward maximum reverse

	-Bring power levers toward maximum reverse (as required)

-Reverse and brake until transition to a normal rollout 
	


1. In the absence of the “B” indication, anticipate the possibility of no BETA or a directional control problem when entering the ground range. Refer to the Dash 1 for additional guidance.

NOTE:  Refer to the Dash 1 for High Speed and Maximum Effort Landing considerations.

TOUCH AND GO PROCEDURES
The PF/PM duties and callouts will be in accordance with the table below.  Reference the Dash 1 for associated Warnings, Cautions and Notes.

Prior to each touch and go, ensure sufficient runway is available to complete the maneuver.

	PILOT FLYING
	PILOT MONITORING

	-Call for “FLAPS 50”
	

	
	-Position Flaps to 50 percent

-Set trim

-State “FLAPS 50, TRIM SET, POWER”

	-Advance power levers as required


	-State “ROTATE” when:

     -Speed is equal to or greater than VR, AND

     -HP is increasingly normally1


1.  HP need not be at predicted power prior to rotation. 

NOTE: Since ACAWS messages are not inhibited during touch and go landings; pilots must evaluate the malfunction and take appropriate action based on the power lever position and runway remaining.  

SECTION 4: EMERGENCY/ABNORMAL ACTIONS

GENERAL
There are three distinct phases in the management of emergencies and abnormal situations. The first phase is to establish and maintain aircraft control, ensure that the flight path is clear of terrain and other aircraft, identify and verify the nature of the malfunction and accomplish the Boldface action items (if applicable).  The second phase consists of completing the remainder of the ACAWS crew action items, reviewing engine-out considerations; determining a course of action (i.e. continue, mission abort, return to base/divert field, etc.) and briefing the plan to the entire crew.  The third phase consists of monitoring/managing degraded systems and, if necessary, preparing for an unscheduled landing.

If the augmented crew station is occupied or additional crewmembers are available, the AC shall employ this resource, at his/her discretion, based on the urgency of the situation and the training and experience of the additional crewmember.

Immediate Actions and Stabilization

When an emergency/abnormal situation arises, the PF will keep the controls and maintain a safe flight path with respect to terrain and traffic until the immediate action items are accomplished. 

Below 1000 feet AGL, the PM will announce the nature of the malfunction (e.g. “Engine Failure”), back up the PF and perform crew duties such as gear/flap retraction, etc. 

Above 1000 feet AGL, the PM will read the ACAWS message text and refer to the checklist or, if no ACAWS message exists, state the precise nature of the problem. The PF will verify and verbally confirm the ACAWS message/abnormal situation (e.g. “I confirm, Gearbox 1 No Oil Pressure”). This step is particularly important for engine malfunctions since the ACAWS message text may not stay displayed after the engine is shut down. The AC will then call for the appropriate checklist or crew action, including Boldface (if required). 

Recommended Practice: During analysis, the PM should consider selecting a PFD to provide back up to the PF and aid in situational awareness.

After stabilization, in most cases, the AC should establish himself/herself as the PM. This optimizes his/her ability to direct crew actions and use all available resources to manage the situation and make sound decisions. The AC may exercise his/her authority to take control of the aircraft at any time and will clearly announce this decision.

Follow-Up Actions and Decision Making 

Engaging the autopilot (if available) may help to reduce overall workload and is recommended in most cases (refer to the Dash 1 for autopilot limitations). The PM (normally the AC) will complete any remaining ACAWS action items; manage communications and direct crew actions as required. As time allows, the AC will seek crewmember input, consider alternatives and choose an appropriate course of action. This plan will be briefed to the crew who will ensure they understand their roles and voice any concerns they may have. It is important to re-evaluate the chosen course of action as the situation unfolds. As always, the AC has the ultimate authority and responsibility for the safe conduct of the mission.

Managing Degraded Systems and Making Unscheduled Landings 

The AC shall direct crew actions to manage/monitor the degraded systems and prepare for an unscheduled landing if necessary. The AC must decide whether it is more appropriate to continue as the PM or to take control of the aircraft.  The AC must ensure that any deviation from normal procedures is fully briefed and that contingencies are considered.

CRITICAL ACTION COORDINATION
Flight critical/irreversible actions will always be confirmed by two crewmembers. These include, but are not limited to, pulling the engine fire handle, placing the engine start switch to stop, moving a propeller control switch to feather, discharging agent and dumping fuel. The crewmember performing the action will point to the affected switch/handle and verbally seek confirmation from a second crewmember (i.e. “Confirm number one”). The crewmember confirming the action will look at the affected switch/handle and acknowledge (i.e. “Number one confirmed”).

Once the fire handle is pulled, there may no longer be an ACAWS message displayed to indicate the shutdown condition/situation.  The MX log will only indicate an engine shutdown event and is not meant for in-flight operations.  Always verify and verbally confirm associated ACAWS messages prior to shutting down an engine to determine if the engine can be restarted.

GROUND EGRESS
The pilot and copilot duties and callouts will be in accordance with the table below.  Reference the Dash 1 for associated Warnings, Cautions and Notes.

	PILOT
	CO-PILOT

	-PARK BRAKE – “SET”
	

	
	-Tower – Notified 1

	
	-EMER DEPRESS Switch – “DUMP” 

	-FIRE handles for all engines and the APU – Pulled followed immediately by STOP for each engine
	

	-Crew/passengers – Notified to evacuate the airplane 2
	

	
	-APU/EXT PWR switch – “OFF”

-BTRY switch – “OFF”


1. If AC power is removed before the radio call is made, the get home control panel must be used to accomplish the radio call.

2. The pilot should wait until after the propellers have stopped rotating before activating the alarm bell.  
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