
ATR Line Training 
Last Updated: 7thNov, 2018 

 

 
METEOROLOGY 

a) Weather  

• Departure 

• En route  

• Destination  

• Alternate  
  

NOTAMS 
a) NOTAMS Overview 
b) Decoding a NOTAM 

 
FLIGHT PLAN 

a) Company Routing 
b) Air/Block Time  
c) Required Fuel 
d) TOM Calculations 
e) ATS Flight Plan 
f) Fuel Requirements 
g) Flight Level 
h) Alternate Requirements 

 
PRE FLIGHT 

a) Tech Log 
b) Aircraft Documents 
c) Procedures: 

I. Exterior Safety Inspection 
II. Cockpit Safety Inspection 

III. Preliminary Cockpit Prep. 
IV. Interior Inspection 
V. Exterior Inspection 

VI. Cockpit Preparation  
VII. Emergency Equipment 

VIII. Door Operation 
 
DEPARTURE BRIEFING 

a) Push and Start procedure 
b) Taxiways & Runway in use 
c) SID, required NDB / VOR 
d) VHF COMM frequencies  
e) Noise abatement procedure 
f) Obstacle Requirements (MSA) 
g) Transition Altitude 
h) Runway / Weather Conditions  
i) Restricted / Prohibited Areas 
j) A/C Status / MEL Restrictions  
k) Radio Failure Procedure 

 

 
DEPARTURE 

a) Use of normal checklist 
b) Engine starting 
c) Before push back and start 
d) Taxing  
e) Take off flaps 15 
f) Rolling takeoff 
g) Static takeoff 
h) SID 
i) LNAV departure 
j) Use of AFCS 

 
GNSS / GPS 

a) Initialization 
b) Route Page 
c) Leg page 
d) DEP / ARR page 
e) Hold page 
f) Progress page 
g) VNAV page 
h) Temporary Data Building 
i) Diversion on Route 2 

 
DESCENT 

a) Planning (Time Procedure) 
b) Destination & ALT weather 
c) Fuel Management:  

I. Calculation 
II. Insufficient TOD fuel  

 
WEATHER 

a) Adverse Weather Procedures 
b) Anti-ice, level 2 and 3 use  
c) Cold Weather Operation 
d) Weather Radar Check and Use 

 
PRECISION APPROACHES 

a) AFCS approach (ILS) 
b) FDS approach (ILS) 
c) Raw data ILS (drift indicator) 

 

 
NON PRECISION APPROACHES 

a) LNAV coupled with conventional use  
b) VOR approach 
c) NDB approach 
d) Visual approach 
e) Circle to Land 

 
LANDINGS 

a) Flaps 25 Landing 
b) Flaps 35 Landing 
c) Cross Wind Landing  
d) Go Around Technique 

 
ITEMS FOR DISCUSSION 

a) Pressurization 
b) No Bleed Takeoff / Landing 
c) Unpressurized Takeoff / Landing 
d) ATPCS / UPTRIM OFF Procedure 
e) Narrow Runway Operation 
f) ACW 2 OFF Procedure 
g) AHRS Erect in Flight 
h) Jeppesen ATC & Emergency Chapter 
i) RNP 
j) Single Engine Ceiling 
k) Terminal Control Area (TMA/TCA)  
l) Descent Predictions 
m) Consulting Graphs 
n) MEL 
o) Load and Trim Sheet 

 
CRM SKILLS 

a) Team Work 
b) Assertiveness 
c) Threat and Error Management 
d) Decision Making  
e) Effective Communication 
f) Pilot Controller Communication  
g) Situational Awareness 

 
MISC 

a) Minimum Acceleration Height 
b) Understanding VAPP and VGA 
c) Effect of QNH on TOW 
d) Airport Signs and Markings 
e) Transponder Setting ON & ALT 
f) Approach Climb Limit 

 

 

 

 

 



 

METEOROLOGY 
 

 

  

 

 

 

 

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

    

               

          

 

 

 



 

 

 



 

 



 

 

 

 

 

 

 

 

 

 

 



 

  



 

 

 Internet Resource for Weather Reports: 

• http://www.theairlinepilots.com/weather-links.php 

    

http://www.theairlinepilots.com/weather-links.php


NOTAMS Overview (FAI FSS - Fairbanks Flight Service Station) 

A Notice To Airmen or NOTAM is a notice containing information (not known sufficiently in advance to publicize 

by other means) concerning the establishment, condition, or change in any component (facility, service, or 

procedure of, or hazard in the National Airspace System) the timely knowledge of which is essential to personnel 

concerned with flight operations. 

Types of NOTAMS:  

• CLASS I NOTAMS 
• CLASS II NOTAMS 
• INTERNATIONAL NOTAMS 
• DOMESTIC NOTAMS 
• CIVIL NOTAMS 
• MILITARY NOTAMS 
• PUBLISHED NOTAMS 
• FDC NOTAMS 
• CENTER AREA NOTAMS 
• NOTAM (D)S INCLUDING (U) AND (O) NOTAMS 
• NOTAM (L)S OR LOCAL NOTAMS 

CLASS I NOTAMS (ICAO):  NOTAMs distributed by means of telecommunication. 

CLASS II NOTAMS (ICAO) OR PUBLISHED NOTAMS:  NOTAMs distributed by means other than 

telecommunications. In the United States these NOTAMs are published in the Notices To Airmen Publication 
(NTAP) which is issued every 28 days. 

INTERNATIONAL NOTAMS:  Any NOTAM intended for distribution to more than one country would be 

considered an international NOTAM.  However, an FSS does not have access to all international NOTAMs.  For 
our purposes I will limit the definition to international NOTAMs that we at a FSS have access to.  This would 
include NOTAMs stored in ICAO format in the United States NOTAM System (USNS) or published in the 
International NOTAMs section of the NTAP.  The USNS stores international NOTAMS separately from domestic 
NOTAMs, but only for selected locations both inside and outside the United States.  These NOTAMs are not 
included in a standard weather briefing unless specifically requested. 

DOMESTIC NOTAMS:  NOTAMs that are primarily distributed within the United States although they may 

also be available in Canada.  Domestic NOTAMs stored in the USNS are coded in a domestic format rather than 
an ICAO format. 

CIVIL NOTAMS:  Any NOTAM that is part of the civil NOTAM system which includes any NOTAM this is not 

part of the military NOTAM system.  

MILITARY NOTAMS:  Any NOTAM that is part of the military NOTAM system which primarily includes 

NOTAMs on military airports and military airspace.  

FDC NOTAMS:  Flight Data Center NOTAMS are NOTAMs that are regulatory in nature such as changes to an 

instrument approach procedure or airway.  Temporary Flight Restrictions (TFRs) are also issued as FDC NOTAMs. 



CENTER AREA NOTAMS:  An FDC NOTAM issued for a condition that is not limited to one airport, therefore 

it is filed under the Air Route Traffic Control Center (ARTCC) that controls the airspace involved.  TFRs, airway 
changes and laser light activity are examples of this type of NOTAM.  This becomes very important to know 
when looking for NOTAMs on your own.  For example you must retrieve ZAN FDC NOTAMs for flights in Alaska 
because ZAN is the code for Anchorage ARTCC which is the controlling Center for all of Alaska. 

NOTAM (D): A NOTAM given (in addition to local dissemination) distant dissemination beyond the area of 

responsibility of the Flight Service Station. This type of NOTAM now includes (U) NOTAMs and (O) NOTAMs. (U) 
NOTAMs are unverified NOTAMs which are those that are received from a source other than airport 
management and have not yet been confirmed by management personnel. This is allowed only at those airports 
where airport management has authorized it by Letter of Agreement. (O) NOTAMs are other aeronautical 
information which does not meet NOTAM criteria but may be beneficial to aircraft operations. 

NOTAM (L):  A NOTAM given local dissemination by voice and other means, such as telautograph and 

telephone, to satisfy local user requirements.  This type of NOTAM is now used only in the military NOTAM 
system.  All NOTAMs previously considered NOTAM (L)s in the civil NOTAM system are now considered NOTAM 
(D)s. (Source: faa.gov) 

 

 

 

ICAO NOTAM Format  

The format of NOTAM is defined in Annex 15 to the International Convention on Civil Aviation. Here is a typical 
NOTAM and its decode. 

A1484/02 NOTAMN  
Q) EGTT/QMRXX/IV/NBO/A/000/999/5129N00028W005 
A) EGLL  
B) 0208231540  
C) 0210310500 EST  
E) RWY 09R/27L DUE WIP NO CENTRELINE, TDZ OR SALS LIGHTING AVBL 

NOTAM Decoder 

A1484/02 - One letter to indicate the Series, a 4-digit NOTAM number followed by a stroke and two digits to 
indicate the year. 



NOTAMN - Suffix N Indicates this is a new NOTAM. Other options are R for NOTAM replacing another or C for 
one cancelling another. 

Q) EGTT/QMRXX/IV/NBO/A/000/999/5129N00028W005 

This is the "Q" or qualifier line, it always starts Q) and contains the following fields, each separated by a stroke. 

FIR (here EGTT, London FIR) 

NOTAM Code, a 5 letter code starting with Q, defined in Annexe 15. Here QMR indicates that it concerns a 
Runway. XX indicates that remaining detail is in Plain Language. In this particular case the text shows that certain 
runway lighting is unavailable. Strictly speaking under ICAO rules this should have appeared as separate NOTAM 
for each type of lighting. QLCAS is the code for centreline lighting u/s QLZAS is the code for Touch Down Zone 
lighting u/s and  QLAAS is the code for Approach Lighting u/s (note in all cases AS indicates unserviceable). The 
use of QMRXX here is a sensible compromise that reduces the number of NOTAM from three to one. A full list 
of codes is included in ICAO document 8126 (Aeronautical Information Services Manual). 

IV - Indicates that this is significant for IFR and VFR traffic 

NBO - Indicates for immediate attention of aircraft operators, for inclusion in PIB's and Operationally significant 
for IFR flights 

A - Indicates scope, here Aerodrome, others are E (en-route) or W (nav warning) 

000/999 - Lower and upper limits expressed as a flight level. In this case it has been left as the default as it is not 
applicable. 

5129N00028W005 - Indicates the geographical centre and radius of influence, always this number of digits. In 
this case the radius is 5 n.m. 

A) EGLL - ICAO indicator of the aerodrome or FIR (London Heathrow) can include more than one FIR 

B) 0208231540 - Date/time group (UTC) when this NOTAM becomes effective 

C) 0210310500 EST - Date/time group (UTC) when the NOTAM ceases to be effective. Note "EST" means 
"estimated" (NOT Eastern Standard Time!). All NOTAM with EST remain in force until cancelled or replaced. 

E) RWY 09R/27L DUE WIP NO CENTRELINE, TDZ OR SALS LIGHTING AVBL - Text of the notam using ICAO 
abbreviations. 

Decode of this is "Runway 09/27 due to work in progress no centreline, touchdown zone or simple approach 
lighting system available" 

Here's the whole thing again 

A1484/02 NOTAMN 
Q) EGTT/QMRXX/IV/NBO/A/000/999/5129N00028W005 
A) EGLL 
B) 0208231540 
C) 0210310500 EST 
E) RWY 09R/27L DUE WIP NO CENTRELINE, TDZ OR SALS LIGHTING AVBL 



and here's the same thing as it appears in the PIB produced by ANAIS 

AGA: FROM 02/08/23 15:40 TO 02/10/31 05:00 EST A1484/02 
E) RWY 09R/27L DUE WIP NO CENTRELINE, TDZ OR SALS LIGHTING AVBL 

You can see that the Q line is omitted entirely, A) has been stripped out because it appears as the header to the 
section and B) and C) have been reformatted and placed in the first line. AGA has been derived from the Q Code 
"QMR" (see Annex 15). (Source: flyingineurope.be). 

Internet Resource for NOTAMS: 

• http://www.theairlinepilots.com/notams.php 

    

FLIGHT PLAN 
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FLIGHT PLAN 
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RECLR / BU (Re clear or Re Dispatch Build Up)  
From an accountant's viewpoint, the provision of reserve fuel costs money (the fuel needed to carry the hopefully unused 

reserve fuel). Techniques known variously as reclear, redispatch, or decision point procedure have been developed, which 

can greatly reduce the amount of reserve fuel needed while still maintaining all required safety standards. These techniques 

are based on having some specified intermediate airport to which the flight can divert if necessary; in practice such 

diversions are rare. The use of such techniques can save several tons of fuel on long flights, or it can increase the payload 

carried by a similar amount. A reclear flight plan has two destinations. The final destination airport is where the flight is 

really going to, while the initial destination airport is where the flight will divert to if more fuel is used than expected during 

the early part of the flight. The waypoint at which the decision is made as to which destination to go to is called the reclear 

fix or decision point. On reaching this waypoint, the flight crew make a comparison between actual and predicted fuel burn 

and check how much reserve fuel is available. If there is sufficient reserve fuel, then the flight can continue to the final 

destination airport; otherwise the aircraft must divert to the initial destination airport. The initial destination is positioned 

so that less reserve fuel is needed for a flight from the origin to the initial destination than for a flight from the origin to 

the final destination. Under normal circumstances, little if any of the reserve fuel is actually used, so when the aircraft 

reaches the reclear fix it still has (almost) all the original reserve fuel on board, which is enough to cover the flight from the 

reclear fix to the final destination. (Source: wikipedia.org) 



 
 

 

 

FLIGHT PLAN 
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PAGE 3 ONWARDS 
 

 

 

 

 

 

 

 



 

WS Values: Wind shear is always measured in knots, with the values being either positive or negative. Increases in wind 

shear value are positive numbers, while decreases are noted as negative values. When operating in the upper atmosphere, 
wind shear value is almost always positive. Closer to the surface, you may experience negative wind shear values. Sample 
wind shear value calculation for a flight plan: 

The difference in wind speed between one FL above optimal cruising 

altitude (52) and the one below optimum cruising altitude (42) is used to 

determine wind shear. The difference between the two is 10. This value 

(10) is then divided by 2 to account for the 2,000 ft. change in altitude. As 

a result, the vertical wind shear is reported as "5." A wind shear number 

is simply a numerical value of differences in wind speeds between flight levels. This value does not necessarily predict 

turbulence. Wind shear values help determine the possibility of turbulence being experienced in flight, but these values are 

not true indicators of potential of turbulence. It’s best not to rely on wind shear values alone in terms of predicting 

turbulence. Wind shear should, instead, be used as an indicator to look further into the potential for flight turbulence. 

These values should be used along with satellite imagery, weather models and other data (like prognostic charts etc.) 

(Source: universalweather.com) 

 

Flight Level Wind Speed 

380 (1 level above Optimum)  52 

370 (Optimum Cruising Level) 48 

360 (1 level below Optimum)  42 



Takeoff Fuel 
 
For flight planning, the takeoff fuel on the flight plan is given by subtracting the standard taxi fuel from the ramp fuel. 
Actual taxi time and hence taxi fuel might vary subject to traffic flow at the airport and weather. Therefore, your actual 
takeoff fuel might vary with the flight plan figure. e.g. after snowfall if you want to get your aircraft deiced first with 
engines running then fuel which you will consume during the interval between leaving the ramp and takeoff will be more 
than what you will consume on a usual day. If there are other aircraft with the same requirement, then you might have to 
wait for a long time before you reach your takeoff point. In this scenario your taxi fuel will vary a lot. It is not unusual for 
a big jet like B777 to eat up more than 1000 Kgs during taxi when departing from a busy airport like JFK where it sometimes 
takes about 30 minutes just to taxi to the takeoff point. Though on smaller aircraft like ATR, fuel consumed during taxi 
might not seem to be a big issue but as a standard operating procedure, it is required to note the takeoff fuel on all aircrafts 
before takeoff. This is important for the following reasons: 
 

• Minimum Brake Release Fuel: It is that quantity of fuel which, at the commencement of the takeoff roll, complies 
with all regulatory requirements for the flight in question. This is the minimum legal fuel required for departure. 
If your actual takeoff fuel is substantially below the required takeoff fuel to legally complete the flight, you might 
have to return to ramp for re-fueling. 
 

• In Flight Fuel Checks: If you are comparing flight plan FOB at your check point let’s say ABC with actual FOB to 
know how you are doing on fuel, then it is important to note that actual FOB will be the remaining fuel on board 
after burning fuel from engine start to the check point ABC. Whereas flight plan FOB at check point ABC will be 
the fuel remaining after consuming fuel from takeoff point to check point ABC. In case of a long taxi and delay in 
takeoff, the taxi fuel consumed might be more than the standard taxi fuel used for flight planning, resulting in a 
situation where actual take off fuel will be less than the flight plan takeoff fuel. Let’s assume it is 500 Kgs less. So 
if you did not check your actual takeoff fuel before takeoff, then on comparison with the flight plan FOB at check 
point ABC, you will feel that your actual FOB is 500 Kgs less than what it should have been at check point ABC. 
Whereas, if you had checked your actual takeoff fuel, you would know that under reading by 500 Kgs is due to 
increased consumption during taxi on ground and not during the flight. See the figure below: 
 

 

 
 



AFTER END OF FLIGHT PLAN 



 

ATS FLIGHT PLAN 

 

 

 

Internet resource for flight plan guide: https://contentzone.eurocontrol.int/fpl 

 

https://contentzone.eurocontrol.int/fpl


ATS FLIGHT PLAN FORM 

  



 

 

 

  



 

 

  



 

 

  



 

 

  



 

 



 

 

 

  



FUEL REQUIREMENTS 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Reserve, Final Reserve or Holding Fuel? 
 

If your departure is A, destination is B and alternate is C, then on arrival at B, you need to have fuel from B to C + Some 
extra fuel because you don’t want to plan your flight in a way that in case of diversion from B you go to C with almost dry 
tanks i.e. no margin. I mean if you go to market to buy a pair of jeans which on the company's website displays a cost of 
5000, you won’t carry exact 5000 but will keep some extra, just in case.  
 
So fuel from B to C + "Some Extra" = Reserve Fuel. Also known as “Company Minimum Reserve”.  
 
In case of diversion once you reach your alternate (assuming you have already used up your contingency fuel) you would 
have burnt fuel from B to C and will be left with "Some Extra" fuel which you carried as a safety precaution. This "Some 
Extra" fuel is now the final fuel quantity which you have with you, so it is called the "Final Reserve" - Makes Sense. But 
how much is "Some Extra"? They decided it should be equivalent to fuel that is consumed in 30 minutes for jets and 45 
minutes for turboprops. Since burn off varies with height, weight and air density condition. They added the conditions of 
1500 feet, Estimated landing weight on arrival and ISA conditions. 
  



So final reserve is just that extra amount that you carry for safety, you can't hold on it for 30 or 45 minutes otherwise 
you'll run the tanks dry. Emboldened by the way final reserve is calculated i.e. “30/45 mins holding”, “Holding Fuel” is 
sometimes used to signify “Final Reserve”.  
In case you anticipate heavy traffic at some airport and think you need more fuel then that fuel will be “Extra Holding 
Fuel” as compared to the “Final Reserves” which is mentioned on the flight plan as “Standard Holding fuel”. See the figure: 

 

SELECTION OF CRUISING LEVEL 

 

  



 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

ALTERNATE REQUIREMENTS 

  



  



  



  



  



 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



PREFLIGHT - TECHLOG 



  



  

 



 



 

 

 

 

 

 

 

 

 



PREFLIGHT – AIRCRAFT DOCUMENTS  



  





  



  





  



  



  



PREFLIGHT - PROCEDURES  

 

 

 

 

 

 

 

 

 

 

 

DEPARTURE BRIEFING 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



RADIO FAILURE 



 

 

 

GNSS 

http://www.theairlinepilots.com/forumarchive/atr/atr-gnss.pdf 

 

EN ROUTE DIVERSION 

http://www.theairlinepilots.com/forumarchive/atr/atr-enroute-diversion.pdf 

 

 

http://www.theairlinepilots.com/forumarchive/atr/atr-gnss.pdf
http://www.theairlinepilots.com/forumarchive/atr/atr-enroute-diversion.pdf


 

FUEL MANAGEMENT  

  



 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 



  



 

ADVERSE WEATHER PROCEDURES 

  





  

 



  



  



 

  



 

COLD WEATHER OPERATION 

http://www.theairlinepilots.com/forumarchive/atr/atr-cold-weather-operations.pdf  

http://www.theairlinepilots.com/forumarchive/atr/atr-cold-weather-operations.pdf


WEATHER RADAR CHECK AND USE 

http://www.theairlinepilots.com/forumarchive/atr/atr-wx-radar.pdf 

LANDING TECHNIQUE  

• Make sure that between 500 and 50 feet your speed is under control and power setting is stable. Keep flying the approach 

till 10 feet.  

 

• Between 50 and 10 feet you may adjust the rate of descent but make sure not to level off before 10 feet. 

• At 10 feet, flare to level off. This requires very little input, a little more and you’ll start to balloon, especially with factors like 

excess speed / power, thermal effect in hot weather conditions and ground effect. 

 

• At 10 feet (if required) while leveling off, slightly reduce power so that the aircraft does not have the energy to go up.  

• With less power in a level attitude, the aircraft will naturally sink.  

• Once the aircraft sinks, flare into a positive attitude for landing and gently reduce the power.  

 

Note: For a greaser don’t pull back the power levels rapidly to idle. All you need is a trickle of power back to get the torque numbers 

down but keeping the levers above the point where that characteristic pitch change sound occurs. However, leaving the power on for 

too long or high speeds will affect the landing distance so for short fields consider early power reduction to idle.  

 

http://www.theairlinepilots.com/forumarchive/atr/atr-wx-radar.pdf


CROSSWIND LANDING TECHNIQUE 



 

 

  



GOAROUND – 2 ENGINES 

PF PM 

INITIAL ACTIONS  

CALL – “GO AROUND, SET POWER, FLAPS 1 NOTCH” 
 

GA P/B on PL – Depress  
 

Rotate – GA Pitch Attitude (8o) 
 

PL – Advance to Ramp  

Flaps – Retract 1 Notch 
 

Power – Check and Adjust (TQ & NP = 100%) 
 

Call – “GA POWER SET, FLAPS __” 

POSITIVE RATE OF CLIMB 

 Call – “POSITIVE RATE” 

Call:  

• GEAR UP  
 

• HDG  
 

• LO BANK  
 

• IAS to VGA 

Gear Up – Select 
 

Yaw Damper – On  
 

Taxi / TO light – Off 
 

Set and Call – HDG / LO BANK / IAS to VGA  

 Call – Gear Up, Flaps __ (when indicated) 

Call and Set – “SET SPEED BUG VGA”  Set and Call – “XXX SET” 

ACCELERATION ALTITUDE – 1000ft  

PL Retard – In Notch 
 

Call – CLIMB PROCEDURE 

ADU IAS – Increase 
 
PL – In Notch  
 
PWR MGT – CLB  
 
TQ / NP – Check Climb Setting 
 
ADU IAS – 170/160 
 
Call – “CLIMB PROCEDURE COMPLETE” 

Call and Set – “SET SPEED BUG 170/160” Set and Call – “170/160 SET” 

WHITE / RED BUG 

FLAPS 0  
 

With Flaps 25 during acceleration, select Flaps 15 at WB or VGA+15 whichever is earlier. 

BUG +10 

SET HIGH BANK 

AFTER T/O CHECKLIST 

  



  

 

GO AROUND ACTIONS – 3 STAGES WITH 3 STEPS IN EACH STAGE 

 

  



 

GO AROUND – 1 ENGINE 

PF PM 

INITIAL ACTIONS  
(Power – Flaps – Attitude) 

CALL – “GO AROUND, SET POWER, FLAPS 1 NOTCH” 
 

GA P/B on PL – Depress  
 

Rotate – GA Pitch Attitude (8o) 
 

PL – Advance to Ramp  

Flaps – Retract 1 Notch 
 

Power – Check and Adjust (TQ & NP = 100%) 
 

Call – “GA POWER SET, FLAPS __” 

POSITIVE RATE OF CLIMB  
(Gear – Heading – Speed) 

 Call – “POSITIVE RATE” 

Call:  

• GEAR UP  
 

• HDG  
 

• LO BANK  
 

• IAS to VGA 

Gear Up – Select 
 

Yaw Damper – On  
 

Taxi / TO light – Off 
 

Set and Call – HDG / LO BANK / IAS to VGA 

 Call – Gear Up, Flaps __ (when indicated) 

Call and Set – “SET SPEED BUG VGA”  Set and Call – “XXX SET” 

 ACCELERATION ALTITUDE (1000 FT) 

 Call – ACCELERATION ALTITUDE 

Call – SET ALT Do & Call – ALT GREEN 

SET SPEED BUG TO WHITE BUG 

WHITE BUG 

 Call – WHITE BUG 

Do & Call: 

• PL IN THE NOTCH 
 

Call: 

• SET MCT 

• IAS TO WB 

Check:  

• PL in the Notch 
 

Set & Call: 

• MCT SET (check TQ / NP) 

• IAS XXX SET (WB Speed) 

Call: 

• NORMAL CONDITION FLAPS 0 * 

• ICING CONDITION MAINTAIN FLAPS 15 

Flaps – 0 / 15 

AFTER T/O CHECKLIST 

 

* For a Flaps 35 go-around, with Flaps 25 during acceleration, select Flaps 15 at WB or VGA+15 whichever is earlier. 

 

 



 

 

 

GO AROUND ACTIONS – 3 STAGES WITH 3 STEPS IN EACH STAGE 

 

  



PRESSURIZATION 



 

NO BLEED TAKEOFF OR LANDING 

The pressurization system is run by engine bleed air. Using the bleed air means you have less 

engine power available as compared to what is available with bleeds off. If takeoff performance 

requires all your power, you do a no-bleeds takeoff. No bleeds – No pressurization, but this is a 

transient condition because at acceleration altitude you will put the bleeds on and the aircraft 

will start getting pressurized.  Same would be true for landing, if go around requires all your 

power.  



 

UNPRESSURIZED TAKEOFF OR LANDING  

  



ATPCS / UPTRIM OFF PROCEDURE 

  



NARROW RUNWAY OPERATION 



ACW GEN OFF PROCEDURE 

  



  

 

 

 

 

 

 

 

 



 

AHRS (ATTITUDE AND HEADING REFERENCE) ERECT IN FLIGHT 

 

 

 

 

  



JEPPESEN ATC AND EMERGENCY CHAPTERS 

 

  



  



 

 

 

 

 

 

RNP AND RNAV 

  



  



  



 

  



  



  



  





  



SINGLE ENGINE CEILING  



  



  



  



  



 

  



  





TERMINAL CONTROL AREA 

A terminal control area is a Control Area normally established at the confluence of ATS Routes in the vicinity of 

one or more major aerodromes. (ICAO Annex 2: Rules of the Air). 

A terminal control area (TMA, or TCA in the U.S. and Canada), also known as a terminal manoeuvring area (TMA) 

in Europe, is an aviation term to describe a designated area of controlled airspace surrounding a major airport 

where there is a high volume of traffic. TMA airspace is normally designed in a circular configuration centered 

on the geographic coordinates of the airport, and differs from a control area in that it includes several levels of 

increasingly larger areas, creating an "upside-down wedding cake" shape. In Canada, the TCA is normally 

designated as class B, C or D. In the U.S., the airspace of a TCA is typically designated as class B. In the U.K., the 

airspace of a TMA is usually designated as class A, D or E. (Source: wikipedia.org) 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Control Zones surround specified airports; they usually have a 7 NM (nautical mile) radius and extend from the 

surface to 3000’ AAE (above aerodrome elevation).  They may be designated Class B, C, D or E airspace.   

Control Zones associated with larger airports are, as mentioned earlier, commonly surrounded by Terminal 

Control Areas, Transition Areas, or Control Area Extensions, as shown on charts.  This expanded controlled 

airspace is designed to provide separation between aircraft in high-density traffic areas.  Large transport aircraft, 

for example, will require more than 7 NM to descend for landing.  At Vancouver International Airport there is a 

7NM Control Zone; but surrounding the Control Zone is 45 NM radius Terminal Control Area (TCA) which has 

the dimensions of an inverted “wedding cake;” as you get closer to the Control Zone, the floor of the TCA gets 

closer to the ground in accordance with numerous “step down” sectors.  The rules of the Vancouver Control 

Zone (Class C Airspace) are the same as the Vancouver TCA—a clearance from ATC is required prior to entry, 

Mode C Transponder, etc. (Source: langleyflyingschool.com) 



  



 

DESCENT PREDICTIONS 

http://www.theairlinepilots.com/forumarchive/concepts-procedures/managing-descent-profile.pdf 

 

CONSULTING GRAPHS  

 

 

 

http://www.theairlinepilots.com/forumarchive/concepts-procedures/managing-descent-profile.pdf


 

  



  



MINIMUM EQUIPMENT LIST (MEL) 

  



  



  



  



  



  



  



  



  



  



  



 

  



LOAD AND TRIM SHEET 

 



 

  



  



  



TEAM WORK  

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

  



  

  



ASSERTIVENESS 

http://www.theairlinepilots.com/forumarchive/flightsafety/assertiveness.pdf 

 

 

 

 

 

 

 

 

 

 

 

 

 

CRM 

http://www.theairlinepilots.com/forumarchive/flightsafety/crm.pdf 

THREAT AND ERROR MANAGEMENT 

http://www.theairlinepilots.com/forumarchive/flightsafety/threat-error-management.pdf 

DECISION MAKING 

http://www.theairlinepilots.com/forumarchive/flightsafety/decision-making.pdf 

EFFECTIVE COMMUNICATION 

http://www.theairlinepilots.com/forumarchive/flightsafety/effective-communication.pdf 

EFFECTIVE PILOT CONTROLLER COMMUNICATION  

http://www.theairlinepilots.com/forumarchive/flightsafety/pilot-controller-communication.pdf 

SITUATIONAL AWARENESS 

http://www.theairlinepilots.com/forumarchive/flightsafety/situational-awareness.pdf 

 

  

http://www.theairlinepilots.com/forumarchive/flightsafety/assertiveness.pdf
http://www.theairlinepilots.com/forumarchive/flightsafety/crm.pdf
http://www.theairlinepilots.com/forumarchive/flightsafety/threat-error-management.pdf
http://www.theairlinepilots.com/forumarchive/flightsafety/decision-making.pdf
http://www.theairlinepilots.com/forumarchive/flightsafety/effective-communication.pdf
http://www.theairlinepilots.com/forumarchive/flightsafety/pilot-controller-communication.pdf
http://www.theairlinepilots.com/forumarchive/flightsafety/situational-awareness.pdf


 

 

MINIMUM ACCELERATION HEIGHT 

http://www.theairlinepilots.com/forumarchive/atr/atr-min-acc.pdf 

 

UNDERSTANDING VAPP AND VGA 

http://www.theairlinepilots.com/forumarchive/atr/atr-vapp-vga.pdf 

 

EFFECT OF QNH ON TOW 
 

 

 

 

 

 

  

http://www.theairlinepilots.com/forumarchive/atr/atr-min-acc.pdf
http://www.theairlinepilots.com/forumarchive/atr/atr-vapp-vga.pdf


  



 

TRANSPONDER SETTING “ON” OR “ALT” 

 

 

 

APPROACH CLIMB LIMIT 

http://www.theairlinepilots.com/forumarchive/atr/atr-app-climb-limit.pdf 

 

 

 

 

 

 

 

 

 

 

 

 

 

 

Disclaimer: "ATR Line Training" are personal notes of the undersigned for training only. These notes do not sanction any pilot to violate 

his/her Company's Standard Operating Procedures, Aircraft Manuals or Manufacturer's Recommendations.                  

                                                                                                

 

http://www.theairlinepilots.com/forumarchive/atr/atr-app-climb-limit.pdf

