
RT SESSION 

The RT session as usual is busier than the PC but is broken up into several “modules” just like the 
previous 5R. It is mostly training except for a couple “Proficiency Items.” The session starts off with a 
LOS type exercise from Cebu to Cebu/Manila/Clark. Proficiency items are a couple TCAS event 
exercises for both pilots followed by pilot incapacitation practice for both pilots. Take a break then the 
training portion starts with VOR practice into Cebu. A bunch of Go-around training in Haneda (both ILS 
and LDA), Rejected Landing after touchdown practice (like in the N4 handling sim if you’ve done that) 
and finally it ends with Upset Recovery exercises for both pilots. 

The session starts off with several several (that’s not a typo, there are way too many) PowerPoint slides 
discussing various topics with charts and graphs and fancy graphics. Download the 6R/6J Profile .pdf 
and follow along and review the topics. No questions really asked except the odd MEMORY ITEM which 
in all fairness, you should know all 23 of them (for the 777). Among the discussion topics were as 
follows: 

	 1.	 TCAS–how it works and when and how you would react to various situations TA’s vs. 
RA’s. Why would you get an RA Reversal? (new TCAS software) Etc. All discussion.  

	 2.	 Pilot Incapacitation–How would you handle it?  

	 3.	 Upset Recovery: Parameters: Greater than 25 deg nose up pitch attitude/10 deg nose 
down and/or bank angle greater than 45o.  

	 4.	 Memory Items – we had a great sim instructor and he didn’t ask us any of these as we 
said “we knew them already”  

	 5.	 Go-Around – a long discussion on go- arounds. Lot’s of slides and statistics. Where do 
most G/A’s occur? Go-around after touchdown? Bounced landing recoveries? Little vs. High bounce? 
And a corny slide probably made by some Brit (sorry) saying “KEEP CALM AND GO AROUND.” The 
good news is when you see this slide, the briefing is over.  

There are a lot of Navtech charts to be pulled for this session. You may need some different ones, but 
grab the following and you’ll most likely be covered. Bring the “mini- jepps” binder into the sim with you 
in case you need others, but this is all we used: 

MACTAN-CEBU - RPVM/CEB - 30-5 SID MOLOC 2A 

- 40-2 STAR BATAY 1 

- 50-1 VOR RWY 22 VOR/DME 

- 50-2 VOR RWY 04 

- 50-3 VOR RWY 22 (Optional chart if you don’t get assigned the VOR/DME) MANILA – RPLL/MNL 

- 20-1 RADAR Minimum Altitudes 
- 40-8 STAR CONDE 1 
- 50-4 VOR Z RWY 24 
- 50-7 VOR Y RWY 24 (Optional chart if you get assigned the VOR Y) 

CLARK a.k.a. ANGELES CITY a.k.a. DIOSDADO MACAPAGAL – RPLC/CRK - 20-1 RADAR Minimum 
Altitudes 

- 50-3 VOR RWY 20L HANEDA-TOKYO – RJTT/HND 

- 50-1 ILS RWY 22 
- 50-9 LDA Z RWY 22 (We flew this one) 
- 50-3 LDA W RWY 22 (You MAY get this one – but we didn’t, some others did) 

LOS SESSION 

The LOS session begins with the aircraft cheat-started and ready to go in Cebu Rwy 04. SID is the 
MOLOC 2A departure. I think they want the Captain to fly the session with the F/O PM but it doesn’t say 
this anywhere but that’s how we were asked to fly it. Hot weather operations are in effect but this doesn’t 
really change your operation. The Runway is wet with 3mm Standing Water. You are handed an actual 
CFP and RTOW card – since the exercise is fixed (we were in the ER) you aren’t really allowed to modify 
the fuel order. Just go with CFP which gives you around 1200kg REC EXTRA and 300kg contingency. As 



always, you can expect the weather to deteriorate but again, you aren’t allowed to add more fuel even if 
you want. So much for a realistic LOS. Just deal with it. Takeoff is normal and fly the SID. Light 
turbulence and numerous step climbs on the departure. Check weather. Cebu was slowly deteriorating. 
Checked Manila and we were told the ILS is OOS (out of service) so expect the VOR Rwy 24 in Manila. 
We were also keen and checked Clark weather just for forward planning. We were told to expect the 
VOR Z, some guys got the VOR Y, in Manila. Backing up a bit, shortly after takeoff from Cebu we were 
given direct to waypoint MOLOC. A quick peek on the radar shows a large CB and weather system after 
MOLOC. Winds aloft are from the southeast so prudence dictated a RIGHT deviation. We needed R35 
nm to get clear of the weather. Requested and it was granted. Climb to FL200. Within the vicinity of the 
CB the turbulence increases and note the EAI and WAI comes on. You are in icing conditions and IMC. 
We were actually told (by our sim instructor) that you can expect 1 of 3 faults. I wasn’t aware of the third 
fault so some lucky ones of you out there will probably get it. But you can expect 1 of the following: 

1. []ANTI-ICELEAKENGL/R]

2. []DOORFWDCARGO

3. Engine Limit/Surge/Stall

(With the surge/stall failure, we kept the thrust at idle with no need to shut the engine down. We were 
also advised that some people use the affected engine with higher thrust or keep trying to advanced the 
thrust during the checklist. With some instructors, this will lead to severe damage or separation. We 
elected to return to land.)

 
We got the [] ANTI-ICE LEAK ENG L/R. What all these malfunctions have in common is that they expect 
you to stop your climb and descend. That’s the overriding theme. Call for the appropriate ECL. For us, 
we got [] ANTI-ICE LEAK ENG L. The ECL is quite long so PM, read it slowly and carefully. You’ll have 
plenty of time. The system will automatically try to fix itself. The most important note says “AVOID ICING 
CONDITIONS” since EAI will no longer be available to the affected engine. As mentioned earlier, you are 
climbing in icing conditions. You’ll need to stop your climb and descend until your TAT reaches +11oC 
which in this session will be 12,000’. (Note this is below the Transition Level so remember to ask for local 
QNH.) Beware of TERRAIN in the area. On the airway the MSA was 11,700’. We leveled off at 12,000 but 
remember you’re off track 35NM. If you’re keen you can get the Enroute Chart (ASIA 6E) out but we 
knew where we were and that we would be on track after the weather deviation so we just carried on at 
12,000’ and it was fine. I did have the F/O switch to TERR on his ND though. (An icing finesse note: TAT 
was +11oC. SAT was -4oC. You are out of icing conditions, but the minute you start to slow down, due 
to friction, the temp. will drop. So keep an eye out on the temps when you reduce speed. If you slow 
down then go down. You may have to keep the speed up slightly to maintain above +10oC...and yes, it 
did happen to us in the sim.) 

Continuing with the ECL, if you run the checklist, it has you turn OFF the affected AUTO- THROTTLE 
ARM SWITCH and close the thrust lever and essentially operate the engine at IDLE THRUST for the 
remainder of the flight. It also asks if you want to plan on landing using Flaps 20 or 30. Use common 
sense. You probably won’t need to do this. You’ll be out of icing soon. After discussion, once we were 
safely out of icing conditions, we re- instated the Auto Throttle and operated the engine normally from 
there on and planned for a normal landing. Don’t make life harder for yourself. 

A quick assessment of the weather in Manila showed 1 km viz and 800 overcast which is just marginally 
above the VOR minimums but we elected to continue. If you get a different failure, you may want to 
consider returning to Cebu – some guys did it. Weather at Cebu is supposed to deteriorate however. 
Manila was our plan with Clark as the alternate showing 5km viz and also a VOR approach. None of the 
ILS’s in the Philippines were working which was perhaps the most realistic part of this exercise. 

As previously mentioned in the pre-brief, fuel is of concern. Min Div to your alternate – Clark, is 5.7 tons. 
Once you update the FMC with the new 12,000’ cruise altitude, arrival fuel drops to 5.8 tons if you’re 
lucky. Insert an approach to the VOR 24 and clean up the legs and we finally got a predicted arrival fuel 
of 6.3 tons. Essentially you’re quite low on fuel. We declared MINIMUM FUEL and asked for shortcuts 
which of course were not granted. From here on use your CRM and decision making skills. We 
discussed what to do in the event of a go-around – the plan was to divert to CLARK (RPLC) if we were 
weathered-out (which we inserted into Route 2) for the VOR 20L. Weather at Clark is markedly better. 
The arrival STAR into Manila is the BATAY 1 for the VOR Z RWY 24. That’s what we got. We kept 



requesting radar vectors direct BANGI for track shortening and finally it was granted. Plan for an ECON 
descent to save fuel. Note the coding of 7000’ at BANGI was NOT coded in the FMC. It had a lower 
altitude. You may need to update it. Lot’s of terrain in the area. Keep a good lookout. ATC will try to 
vector you below the minimum altitudes so keep a good eye on the 20-1 Radar Minimums chart. Don’t 
let them fly you into the ground. We “hard-tuned” and identified a VOR on the NAV RAD page for 
reference. 

Depending on who is running your session – we were lucky – and we actually got to land in Manila! I’ve 
heard some guys were forced to go-around with an immediate diversion to Clark for the VOR 20L. If you 
elect to goto Clark, you should land with approx 4.5 tons - just enough fuel. Famous last words! 
Remember, it’s YOUR LOS so do what YOU want as long as it results in a safe outcome. LOS session 
COMPLETE. 


PROFICIENCY ITEMS 

TCAS 
The aircraft is then repositioned to 10,000’ for TCAS exercises. Both pilots get a go at it. The first 
exercise we got were two intruders converging on us. One climbing, one descending. Accomplish the 
appropriate maneuver at the proper time. PM report to ATC “Cathay XXX TCAS RA.” And also report 
returning to your altitude. They want to see you recover and return to your assigned altitude, not a new 
level-off altitude for the exercise. You will be in IMC. Swap turns – the other pilot may get a TCAS RA 
reversal, or something different. Deal with it and the TCAS exercise is complete. 

PILOT INCAPACITATION 
The aircraft is then repositioned on the BATAY 1 STAR for the VOR RWY 22 approach into Cebu. We 
actually programmed the VOR/DME Rwy 22. It doesn’t really matter. Both pilot’s will have a go at the 
pilot incapacitation exercise. Our sim instructor ran it with the other pilot physically out of the seat as if s/
he was outside of the cockpit. Run through the exercise – Declare MAYDAY x 3 / Emergency, notify the 
ISM, call for a doctor if available, request ambulance, nearby parking gate, etc. Make a PA to 
passengers ensuring they remain seated until the ill crewmember is offloaded, keep the seatbelt signs 
on, etc. Setup and fly the VOR approach to a landing by yourself. You may or may not have time to run 
the PILOT INCAPACITATION checklist. We didn’t. Exercise is complete once you’ve made it safely on the 
ground. Once again, both pilot’s will do this exercise. 

TAKE A BREAK 


TRAINING ITEMS 

VOR App RWY 04 
Use Chart 50-2 in Mactan-Cebu for this approach. Once again, our instructor gave us a break. Since we 
already did a couple VOR’s each in the previous scenarios above, we didn’t have to practice this VOR 
approach. But you may have to do the full monty so the following notes here are from a previous guys’ 
session. It’s really a non-event esp. if you’ve been to Cebu in the actual airplane and flown this 
approach. LNAV does a sloppy job intercepting the final approach course just as it does in the airplane, 
so, you may 

need to use TRK SEL to place yourself on an intercept track and re-engage LNAV to capture the final 
course inbound. Note the procedure is based on a TAS of 225 kts for our category aircraft and if you fly 
the full procedure, the outbound teardrop heading is 199o for 1 minute. There have been reports that the 
sim will fly the outbound leg for 1.5 minutes so be aware. That’s it. Just practice VOR into Cebu. Done. 

GO-AROUND TRAINING 
Next is a plethora of go-arounds for both Captain and First Officer. Taking turns will allow each of you to 
learn from the others’ mistakes. Aircraft is setup in Haneda first for an ILS Rwy 22 in Haneda. Use Chart 
50-1. You’ll be configured on final descending on the ILS or attempting to capture the G/S from above. 
Various scenarios will be given. The first was a scenario where we were on the LOC but some 4000’ high 
on the G/S trying to capture from above. Using full speedbrake and fully configured we were unable to 
meet the stabilized approach criteria (V/S is well in excess of -1500 fpm below 1500) so you are forced 
to go-around. The Missed Approach altitude is 4000’. You will attempt a go-around from BELOW the 
missed approach altitude – just press the TO/GA and do a normal go- around. LNAV and VNAV are 
available – remember the max speed in the missed approach hold is 210 kts. Ask for 220 kts operational 



if you want to ‘clean up.’ You will also practice a go-around from ABOVE the missed approach altitude. 
The IMPORTANT thing to remember is do NOT press the TO/GA switches. Remember to deselect LOC / 
APP as appropriate before you attempt to select a different lateral or vertical mode. We used V/S to 
descend nicely into the missed approach altitude from above. Select LNAV. Since you’re above 1000’ 
you can accelerate again to 210 kts or clean configuration speed if granted. Both pilot’s get to practice 
both types of go-arounds. Each of you must do at least 3 go-arounds in the session. 

Next you’ll be repositioned to left-base-to-final for the LDA Z RWY 22 approach. (Some guys did the 
LDA W RWY 22 approach – the only difference is the at-or-above altitude of 7000’ at BACON IAF with 
the LDA W). Since we flew the “Z” approach, we were inside the BACON IAF at 5000’ which is the level-
off intercept altitude. Once again, fly the approach in LOC / VNAV setting your minimums of 1000 MDA. 
You’ll be instructed to go-around once again at anytime your instructor deems appropriate. Sometimes 
from below the missed approach altitude (same, 4000’) and sometimes from above the MAP altitude. 

Note the speed control on the LDA: 180kt at D8 IKL and 160kt at D3 IKL and once again 210kt for the 
missed approach hold. Once again, both pilot’s get a crack at it. 

If you’re not sick of go-arounds already, you MAY practice a go-around in the Flare and also Rejected 
Landings. Since we did both of them in the N4 handling sim session, we got a pass on this and didn’t 
have to do them. Don’t know if this is official, so if you have to do them, sorry. Just remember, the TO/
GA switches don’t work on the ground. If you touch down, don’t pull any reverse, just call GO-AROUND 
and advance the Thrust Levers forward. The Autobrakes should disarm and the Speedbrake Lever 
should automatically stow. You will get the CONFIG FLAPS warning but ignore it. Keep your flap 
configuration. Rotate normally at VREF – don’t over-rotate or you’ll strike the tail. Once you’re airborne, 
press the TO/ GA switches and perform a normal Go-around. It helps to make the standard call “Go-
Around Flaps 20” – Call the Modes – “Positive Rate – Gear Up” to get the “mouth music” going and 
everyone back into the groove. Both pilots have a go. Go- around training session done. 

UPSET RECOVERY 
No, it’s not over yet - but almost. Finally you will be repositioned at altitude and each pilot will practice 
an upset recovery. Be sure you know the correct procedures as they are MEMORY ITEMS for Nose High 
and Nose Low scenarios. We just had one pilot put the aircraft in a Nose High attitude and let the other 
pilot recover. Then we swapped, the other put the aircraft into a Nose Low attitude and the other pilot 
recovers. We did it manual flight and manual thrust with the PFC disconnected. Don’t know if this is a 
requirement but that’s how we did it anyway. It’s quick and relatively easy but of critical importance. 
Upset recovery practice complete. 6R session COMPLETE! 



