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Hydraulics
Scenario #1: During the Flightdeck Preparation Flow the captain notes the ACCU PRESS is not in the green band. 

1. How can the brake accumulator be recharged? Reference: TM 7k.1.5, PH 2a.7.3 

The accumulator must be in the green band. If required, use the YELLOW ELEC PUMP to recharge the brake accumulator.
WARNING: Yellow and green hydraulic systems are pressurized from the yellow electric pump through the PTU. Check with ground crew prior to activating the pump.
2. Does activating the Y ELEC pump power the green and/or blue hydraulic systems as well? 

Reference: TM 7k.1.5, PH 2a.7.3 

The PTU is a reversible motor-pump located between the green and yellow hydraulic systems. It enables the green system to pressurize the yellow system, and vice versa, without fluid transfer. The PTU is automatically activated when the differential pump pressure output between the green and yellow systems exceeds a predetermined value. On the ground, when the engines are not running, the PTU enables the yellow system electric pump to pressurize the green system. Operation of the PTU is displayed on the ECAM hydraulic page and indicated via an ECAM memo.

The PTU is inhibited on the ground with one ENG MASTER on and one ENG MASTER off, and PARK BRK ON or NWS STRG DIS. PTU is inhibited during and 40 seconds following cargo door operation.
3. (True or False) It is a requirement to check the triple indicator when the landing gear handle is positioned down, per SOPs. Reference: PH 2.5.3 

After landing gear extension, the PM will ensure no residual brake pressure on the triple indicator.

Note: On Enhanced aircraft, as part of system self-tests, brake pressure indications may be observed on the triple indicator for a brief period after landing gear extension.
Landing Gear and Brakes

Scenario #1: With extension of the landing gear the WHEEL page is automatically displayed. An amber cross at the nose gear indicator has the pilots' attention. 

1. What does an amber cross in place of a normally viewed green triangle mean? Reference: TM 7m.2.6 

The landing gear positions are indicated by 2 triangles for each gear. Each triangle is controlled by one LGCIU.

· green triangle when one LGCIU detects landing gear downlocked

· red triangle when one LGCIU detects landing gear is in transit/ not locked in selected position

· no triangle when one LGCIU detects landing gear uplocked

· amber crosses in one case of LGCIU failure

2. Does the failure of a single LGCIU affect gear and / or gear door operation? Reference: TM 7m.1.2 

Two LGCIUs provide operation, sequencing, monitoring, and indications for the landing gear and cargo doors. Landing gear proximity sensors provide signals to the LGCIUs for landing gear position, shock absorber status (air/ground mode), and gear doors position. One LGCIU controls one complete cycle of the gear and then automatically switches control to the other unit. If one LGCIU unit fails, the other unit takes over. In the case of a proximity sensor failure, the affected LGCIU continues to provide signals on gear and shock absorber position to the other LGCIU now in control of landing gear operation.

The cargo doors have proximity switches that provide position information to the LGCIUs. If an electrical failure of the cargo door locking shaft, locking handle or safety shaft is detected, a non-locked condition is displayed on the ECAM.
Scenario #2: As the aircraft begins to taxi away from the gate a brake check is required. 

3. What is the purpose of this brake check? Reference: PH 2c.3.6 

The purpose of the brake check is to check brake efficiency, that green hydraulic pressure has taken over, and that yellow hydraulic pressure is at zero on the brake pressure triple indicator.

Caution: If the aircraft has been parked in wet conditions for a long period, the efficiency of the first brake application at slow speed may be reduced.
4. If the aircraft fails to slow (green hydraulics has not taken over) what procedure should be accomplished? Reference: PH 2c.3.6, TM 7m.2.5. 

In case of complete loss of braking, accomplish Loss of Braking procedure:

If Autobrake is selected:

1. Brake Pedals … Press
If no braking available:

1. REV … MAX

2. Brake Pedals … Release

Brake pedals should be released when the A/SKID & N/W STRG selector is switched OFF, since pedal force produces more braking action in alternate mode than in normal mode.

3. A/SKID & N/W STRG … OFF

4. Brake Pedals … Press

Apply brakes with care since initial pedal force or displacement produces more braking action in alternate mode than normal mode.

5. MAX BRK PR … 1000 psi

Monitor brake pressure on BRAKES PRESS indicator. Limit brake pressure to approximately 1000 psi and at low ground speed adjust brake pressure as required.

If still no braking:

1. Parking Brake … Short & Successive Application

Use short and successive brake applications to stop the aircraft. Brake onset asymmetry may be felt at each parking brake application. If possible delay use of parking brake until low speed, to reduce the risk of tire burst and lateral control difficulties.
5. The Loss of Braking procedure requires A/SKID and N/W STRG OFF. How will this action give the pilot brakes again? Reference: PH 2i.13 

Normal brakes are available on the ground with the A/SKID & N/W STRG switch ON and green hydraulic pressure available. Normal braking is applied manually by brake pedal pressure or automatically by the autobrake system. A dual channel Brake and Steering Control Unit (BSCU) controls normal braking and antiskid. The BSCU checks residual pressure in the brake system, monitors brake temperatures and provides wheel speed information to other systems. Normal brake pressure indication is not displayed to the crew. A changeover between the two BSCU channels takes place at each landing gear DOWN selection.

Alternate braking capability is the same as normal brakes, except autobrakes are not available. The yellow hydraulic system is automatically selected if green hydraulic system pressure is insufficient. The yellow hydraulic system is backed-up by a hydraulic accumulator. The alternate braking system is controlled by the BSCU on basic aircraft and by an Alternate Braking Control Unit (ABCU) on enhanced aircraft.
6. (True or False) On some aircraft (enhanced) brake pressure is auto limited to 1000 psi with the A/SKID and N/W STRG switch OFF. Reference: TM 7m.2.5, TM 7m.1.10 

Alternate Brakes without Anti-Skid or accumulator pressure only: Without anti-skid, brake pressure must be limited by monitoring the BRAKES & ACCU PRESS indicator (Basic AC). On enhanced aircraft, the ABCU automatically limits brake pressure to 1,000 psi. If green and yellow hydraulic pressure is insufficient, the yellow hydraulic system accumulator can provide pressure for at least seven full brake applications.
Scenario #3: The crew is preparing for a CAT III approach into KPHL. As part of the approach briefing, autobrake usage is discussed. 

7. Are autobrakes recommended for a CAT III landing? Reference: 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

8. If MED is selected, when would the autobrake system engage? Reference: Reference: PH 2g.12.8 

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.
9. If the DECEL light fails to illuminate green, does this mean the autobrake system has faulted? Reference: 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.
Flight Controls

Scenario #1: There have been multiple failures of redundant systems, this has placed the aircraft in Alternate Law. ECAM displays the message “ALTN LAW: PROT LOST”. 

· Ground Mode: The ground mode is identical to normal law.

· Flight Mode: In pitch alternate law the flight mode is a load factor demand law similar to the normal law flight mode with reduced protections. In alternate law, automatic pitch trim is available and yaw damping (with limited authority) is available. Turn coordination is lost. There is no roll alternate law. Pitch law degrades from normal law roll degrades into direct law. In this case roll rate depends on airspeed.
1. What protections are lost? Reference: TM 7h.1.6 

All protections except for load factor maneuvering protection are lost. Amber X’s replace the green “=” attitude limits on the PFD. Bank angle protection is lost.
2. If the aircraft entered the low speed regime a nose down command would be introduced. Can this command be overridden with sidestick input? Reference: TM 7h.1.6 

A low speed stability function replaces the normal angle-of-attack protection. The system introduces a progressive nose-down command which attempts to keep the speed from slowing further. This command can be overridden by sidestick input.
A nose-up command is introduced any time the airplane exceeds VMO/MMO to keep the speed from increasing further. This command can be overridden by sidestick input.
Some failures cause the system to revert to alternate law without speed stability. Only load factor protection is provided.
3. Can the aircraft be stalled in alternate law? Reference: TM 7h.1.6

The airplane can be stalled in alternate law. An audio stall warning consisting of “crickets” and a “STALL” aural message is activated.
In alternate law the PFD airspeed scale is modified. While VLS remains displayed, Valpha prot and Valpha max are removed. They are replaced by a red and black barber pole. The top of the pole indicates the stall warning speed (VSW).
4. Will alpha floor engage to help prevent a stall? Reference: TM 7h.1.6 

The alpha floor function is inoperative.
Scenario #2: Something has caused the autopilot to disconnect while descending to FL250. The PF reaches for the sidestick and finds the response incorrect. When the PM moves his sidestick a “DUAL INPUT” audio message occurs. 

5. What does DUAL INPUT mean? Reference: TM 7h.2.2 

Sidestick priority logic:
· When only one pilot operates the sidestick, it sends his control signals to the computers.

· When the other pilot operates his sidestick in the same or opposite direction, the system adds the signals of both pilots algebraically. The total is limited to the signal that would result from the maximum deflection of a single sidestick. In this condition, on some aircraft, both green CAPT and F/O SIDE STICK PRIORITY lights flash and a “DUAL INPUT” audio voice message is given every five seconds as long as both pilots operate their sidesticks simultaneously.
6. How does the PM deactivate the faulted sidestick to become the PF? Reference: TM 7h.2.2 

A pilot can deactivate the other sidestick and take full control by keeping his priority takeover pb depressed. 
7. The priority condition becomes latched after _40_ seconds? Reference: TM 7h.2.2 

To latch the priority condition, press the takeover pb for more than 40 seconds. This allows the pilot to release his takeover pb without losing priority. However, a pilot can at any time reactivate a deactivated sidestick by momentarily pressing the takeover pb on either sidestick. If both pilots press their takeover pbs, the pilot that presses last gets priority.
8. What light illuminates in front of the pilot who has lost authority? Reference: TM 7h.2.2 

A red light illuminates in front of the pilot whose sidestick is deactivated.
9. If the first officer lost priority, what audio message would be given when the captain took priority? Reference: TM 7h.2.2 

“PRIORITY LEFT”
10. What light would illuminate in front of the captain once he takes priority? Reference: TM 7h.2.2 

A green light illuminates in front of the pilot who has taken control, if the other sidestick is not in the neutral position (indicates a potential and unwanted control demand).
Autoflight

Scenario #1: “RW 36L, line up and wait”: The aircraft is departing KCLT with a FLEX takeoff programmed into the FMGC. 

1. To ensure the aircraft has entered the takeoff phase, what FMA indication will be displayed in column 2? Reference: TM 7d.3.3 

SRS is displayed in column 2.

FMGS Phase change – Preflight to Takeoff: The FMGS transitions automatically from the preflight phase to the takeoff phase when the following conditions are met:

· Thrust levers are set to the FLEX or TOGA detent, and

· Left or right EPR is above a defined value, or

· Ground speed is above 90 knots
When the FMGS switches from the PREFLIGHT phase to TAKEOFF phase the Flight Mode Annunciator (FMA) displays MAN TOGA or MAN FLEX XX in column 1.

2. At what altitude AGL does the FMGC switch from the takeoff to climb phase and what is the name for this switching condition? Reference: TM 7d.3.4 

The FMGS switches automatically from TAKEOFF to CLIMB phase when:

· the aircraft reaches Acceleration Altitude (ACC), or

· by engagement of another vertical mode of flight

3. When will the FMGC switch from the CRUISE phase to the DESCENT phase? Reference: TM 7d.3.6 

The FMGS switches automatically from CRUISE to the DESCENT phase when:

· Reaching TOP of DESCENT (TOD) as computed in the ACTIVE F-PLN, or

· A lower ALT is selected on the FCU control panel at less than 200 NM to the destination, or

· An ALT is selected on the FCU control panel that is at or below the higher of FL200 or the highest DES ALT constraint
4. When the aircraft switches automatically from the Approach to the Go Around phase, what indication will be displayed in column 2 on the FMA? Reference: TM 7d.3.8 

Entering the GO-AROUND phase, SRS pitch guidance maintains the current speed at go-around engagement, or VAPP, whichever is higher. SRS will be displayed in column 2.
The FMGS is designed to switch automatically from the APPROACH phase to the GO-AROUND phase when all of the following conditions are met:

· Aircraft is in flight or has been on the ground for less than 30 seconds

· Flap lever is in at least CONF 1

· At least one thrust lever has been set to TOGA detent
Scenario #2: The aircraft is being hand flown on a visual approach, autopilot is OFF, flight directors are ON. The PF is looking outside ignoring the FD command to pitch down. Airspeed slows to VLS -2 kts. 

If the DES, OP DES or EXP DE SFD guidance is not flown and speed reaches VLS-2:

· the FD disengages

· V/S mode engages (as installed)

· Speed mode engages

· A/THR increases thrust to regain target speed
5. What will happen to the FD command bars at this low airspeed? Reference: TM 7d.1.18 

The FD disengages and the command bars will disappear.
6. The thrust mode changes from _THR IDLE_ to _SPEED_ on the FMA and A/THR _increases_. Reference: TM 7d.1.18 

7. (True or False) The use of speedbrakes could alter the speed at which the mode reversion would happen? Reference: TM 7d.1.18 

If speedbrakes are extended, both FDs disengage between VLS-2 and VLS-19, depending on speedbrake position.
Pneumatics
Scenario #1: The aircraft is descending with a high bleed demand; packs are in high flow and the wing / engine anti-ice is selected ON. 

1. If the Bleed Management Computer (BMC) detects that bleed air from the IP stage of the compressor is insufficient, how is the bleed demand satisfied? Reference: TM 7b.1.2 

The BMCs select the compressor stage to use as a source depending on system demand. Bleed air temperature and pressure are regulated prior to introduction into the pneumatic system. The Pre-cooler, an air-to-air heat exchanger, utilizes fan air to precool the bleed air. Bleed air is normally bled from the Intermediate Pressure (IP) stage of the high pressure compressor. When IP stage pressure and temperature are insufficient, a high pressure bleed valve opens to supply bleed air from the High Pressure (HP) stage. 
2. If HP air is still not sufficient to operate the air conditioning and ice protection systems, how would the demand be satisfied? Reference: TM 7b.1.2 

In flight, if the pressure is insufficient even with the HP stage valve open (i.e., engine at idle), the engine idle speed is automatically increased to provide adequate air pressure.
3. Which source has a higher priority on the pneumatic system; APU bleed air or Engine bleed air? Reference: TM 7b.1.3 

Air from the APU load compressor is available both on the ground and in flight. The APU bleed air valve operates as a shutoff valve and is electrically controlled and pneumatically operated. When the APU BLEED pb is ON the BMCs command the crossbleed valve to open (X BLEED selector in AUTO), and the engine bleed valves to close. The APU bleed air supplies the pneumatic system provided APU speed is more than 95%. The APU can be used to supply bleed air for air conditioning operation during takeoff, allowing additional thrust to be obtained from the engines. The maximum altitude for APU bleed operation is 20,000 feet. Additionally, APU air bleed for wing anti-ice is not permitted.
Scenario #2: After level off at an intermediate altitude, the ECAM alert AIR L ENG BLEED LEAK displays. 

4. Will the left engine bleed valve close automatically? Reference: TM7b.1.7 

The leak detection system senses high temperatures from air leaks near the hot air ducts in the fuselage, engine pylons, and wings. The sensing elements for the pylons and APU are connected in a single loop. The wings are protected by a double loop. A wing leak is detected when both loops detect the leak, or when one loop detects a leak with the other loop inoperative.

If a leak is detected in the wings:

· the bleed air valve closes on the affected side

· the associated ENG BLEED FAULT light illuminates

· the crossbleed valve closes (except during engine start)

· the APU bleed valve closes (except during engine start) if the leak involves the left wing

If a leak is detected in an engine pylon:

· the bleed air valve closes on the affected side

· the associated ENG BLEED FAULT light illuminates

· the crossbleed valve closes (except during engine start)

If a leak is detected in the APU ducting:

· the APU bleed air valve closes

· the APU BLEED FAULT light illuminates

· the crossbleed valve closes (except during engine start)
5. What other valve(s) should automatically close when an ENG bleed leak is detected? Reference: TM 7b.1.7 

The crossbleed valve closes (except during engine start)
6. Bleed leak detection is available in what other areas of the aircraft? Reference: TM 7b.1.7
Wings, engine pylon, and APU ducting.
7. (True or False) Hydraulic reservoir and water tank pressurization would be lost. Reference: TM 7b.1.6 

Bleed air pressure is supplied to the hydraulic reservoir and water tank from both the left and right systems, independent of the crossbleed valve position.
Air Conditioning
Scenario #1: The A flight attendant requests another temperature increase in the forward cabin. This is already the warmest compartment but the pilots make the adjustment. 

1. Does increasing the forward zone temperature change the output temperature of the packs? Reference: TM 7b.2.1 
No, individual zone temperature is adjusted by mixing hot bleed air, through the trim air valves, into the zone distribution network.

The air conditioning system operates automatically. It uses air from the engine(s), APU, or external air cart to maintain the selected temperature in the following three zones:

· flight deck

· forward cabin

· aft cabin

Air from the crossbleed manifold flows to a pack flow control valve and is directed to two air conditioning packs. Conditioned air from the packs flows into a mixing unit where it is mixed with filtered air returned from the cabin by recirculating fans. The mixed air is then discharged into the cabin. Pack output temperature regulation is determined by the zone requiring the coldest air. Hot trim air is tapped upstream of the packs and added to the individual zone distribution plumbing to maintain desired zone temperatures. 

Temperature regulation is achieved through one zone controller and two pack controllers, or through two air conditioning system controllers, as installed. Temperature selectors on the cockpit air conditioning panel allow the crew to set the desired temperature for each zone. Enhanced aircraft allow the cabin crew, using the flight attendant panel, to modify each cabin zone temperature that is selected from the cockpit with a limited authority of +/-4° F.
The zone controller is a dual-channel computer which regulates the temperature of the flight deck and two cabin zones. It receives information from various temperature and flow sensors, compares these signals with the zone temperatures selected by the crew, and then directs the pack controllers to deliver air at the coolest demanded temperature to the mixing unit. Individual zone temperature is adjusted by mixing hot bleed air, through the trim air valves, into the zone distribution network. The temperature selection range is from 64°F to 86°F

There are two dual-channel pack controllers, one for each pack. These controllers receive commands from the zone controller and adjust the associated pack outlet temperature to the coldest demanded zone temperature. The controllers regulate bleed air flow through the packs by modulating the associated pack flow control valve.
2. How does the system increase temperature in the forward zone? Reference: TM 7b.2.1 

Individual zone temperature is adjusted by mixing hot bleed air, through the trim air valves, into the zone distribution network.

3. Is there a way the crew could directly control the output temperature of the packs individually? Reference: TM 7b.2.1 

No, Temperature regulation is achieved through one zone controller and two pack controllers, or through two air conditioning system controllers, as installed. Temperature selectors on the cockpit air conditioning panel allow the crew to set the desired temperature for each zone.

4. If both PACK controllers failed, how would the cabin be ventilated? Reference: TM 7b.2.1 

If both channels of a pack controller fail, pack outlet temperature is controlled by the respective pack anti-ice valve. ECAM signals related to the corresponding pack are lost.
Scenario #2: Just after the aircraft lands in KPHL heavy rain showers begin. The crew considers the significance of the weather on the avionics ventilation system. 

5. How would the pilots prevent water from entering the avionics bay through the open skin air inlet valve? Reference: PH 3.2.5 

When the aircraft is parked during heavy rain, water can enter the avionics ventilation system via the open skin air inlet valve. After Landing:
1. EXTRACT Pushbutton ... OVRD

2. PACKS 1 and 2 Pushbuttons ... Check ON (Adds air conditioning system air to the ventilation air)
6. Will the blower fan continue to operate and provide cooling with the extract valve in OVRD? Reference: TM 7b.8 

Yes - When either BLOWER or EXTRACT pb is in OVRD:

· The system goes to closed circuit configuration.

· Air from the air conditioning system is added to ventilation air. 
The blower fan stops ONLY if the BLOWER pb is in the OVRD position.
When both pbs are in OVRD:

· Air flows from the air conditioning system and then overboard.

· The extract fan continues to operate.
7. If outside air temperature was above 45°C, what would be the time limit in this configuration? Reference: PH 3.2.5 

If bleed air is not available, this arrangement can function for a limited time as follows:

· OAT <= 39°C: no limit

· 39°C > OAT < 45°C: 3 hours

· OAT >= 45°C: 30 minutes
Pressurization
Scenario #1: During the FHPED check, the crew notes SYS 1 is the active pressurization controller. 

1. If, during flight, the pilot suspects SYS 1 is not performing properly, how can SYS 2 be selected? Reference: TM 7b.7 
If the pilot suspects the operating pressurization system is not performing properly, attempt to select the other system by switching the MODE SEL pb to MAN for at least 10 seconds, then returning it to AUTO.
2. When do the pressurization controllers normally swap control of the system? Reference: TM 7b.3.2 

In the automatic mode, one cabin pressure controller is active and the other serves as backup. If the active controller fails, the backup automatically assumes control. After each landing, the two controllers swap roles.
Scenario #2: Due to an inflight emergency, the aircraft is diverting to an airport that is not stored in the FMGC database. 

3. Where would the pressurization system receive destination airport elevation from if not available from FMGCs? Reference: TM 7b.3.2 

The active controller receives signals from the ADIRS, FMGC, and other sources to optimize cabin pressurization by maintaining a predetermined profile. Departure and destination elevations are received from the FMGC. If FMGC data are not available, the crew must select the destination airport elevation on the LDG ELEV selector. The pressurization system then uses the manually-selected landing field elevation for internal pressurization schedules.
Ice and Rain Protection
Scenario #1: The aircraft has been at FL330 for a prolonged period of time, the crew notes the wing inner fuel tank temperature has decreased to -37°. 

1. What options should be considered to increase fuel temperature? Reference: PH 3.6.8 

The company normally uses fuel types with freeze point of –40°C. During prolonged flight in very cold environment, monitor fuel temperature. If wing inner tank fuel temperature approaches the fuel freeze point plus 3°C, consider the following:

· change altitude into a warmer air mass

· change course into a warmer air mass

· increase Mach number, which results in higher TAT
Scenario #1 continued: Without warning the flighdeck windshield cracks. The crew refers to the QRH Flightdeck Windshield or Window Cracked procedure. 

2. If the crack is NOT on the interior surface, should an immediate descent be initiated (per the procedure)? Reference: QRH 16
The interior window surface is not affected. Therefore, the window/windshield is still able to sustain the maximum differential pressure at the current flight level and normal operation may be continued.
3. If the crack IS on the interior surface, the maximum flight level is FL230, Why? Reference: QRH 16
The maximum flight level is restricted to FL230 to obtain 5 PSI cabin pressure differential without excessive cabin altitude and EXCESS CAB ALT warning.
Instruments/Navigation/Communications
Scenario #1: Departing KSAN, climbing through 7000ft., an airspeed discrepancy is noted between the captain and first officers PFDs. Unreliable airspeed has been identified by the crew. Reference is made to the Unreliable Speed Indication / ADR Check procedure in the QRH. 

1. The initial pitch attitude is _10°_, thrust should be set at _CLB_? Reference: QRH Immediate Action 

2. Where could the crew monitor an alternate source of speed while taking the time to determine the reliable data source? Reference: TM 7i.2.6, QRH 69
To monitor speed, refer to IRS Groundspeed variations or GPS Ground Speed (as installed) variations.

The ground speed is displayed in the upper left-hand corner of the ND.
3. Is the attitude and heading information still valid with unreliable ADR data? Reference: TM 7n.1.3 

Yes - There are three identical ADIRUs installed on the airplane. Each ADIRU consists of two parts: an Air Data Reference (ADR) and a laser gyro Inertial Reference (IR). The ADR and IR parts of each ADIRU may operate independently and failure of one system does not render the other inoperative.
Air Data Reference (ADR): Supplies barometric altitude, speed, Mach number, angle of attack, temperature, and overspeed warnings and vertical velocity indicated with IR failure.

Backup Speed and Altitude Scale (As installed): When all three ADR’s are selected OFF in flight backup speed and altitude scales replace the normal PFD scales. The backup speed scale displays optimum speeds based on angle-of attack and slat/flap configuration. The backup altitude scale displays GPS altitude.

Inertial Reference (IR): Supplies attitude, heading, track, acceleration, groundspeed, vertical speeds, aircraft position, and flight path vector. Navigational computations are processed by the FMGCs based on position data supplied by the IR. 

Sensors: The ADIRU receives inputs from several sensors (pitot/static probes, AOA sensors, TAT probes) and provides information to various aircraft systems including the flight management system, flight control computers, EFIS displays, and engine controllers (FADEC).
4. (True or False) ADIRU #3 supplies data to the ISIS / STBY instrument system. Reference: TM 7n.1.3 
The ISIS / STBY system is supplied by inputs from separate STBY pitot/static ports.
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Scenario #2: Along the route of flight there is significant traffic congestion. ATC begins rerouting several aircraft for spacing. Currently your aircraft is on a heading of 360°, 300 miles from destination. 

5. If the aircraft was assigned to fly the 160° radial to the next waypoint (XYZ VOR), what MCDU page would be used to complete the modification? Reference: TM 7d.3.4 Lateral route revisions 

Using the DIR key, the pilot may select the option of proceeding Direct To, with Abeam Points, or a Radial In or Radial Out of a reference waypoint. Select RADIAL IN (160) to proceed directly to intercept a Radial TO a reference fix.
6. The next ATC assignment has the aircraft crossing 20 miles north of the XYZ VOR (TO waypoint) at FL220, what must be entered into the scratchpad to create this pilot defined waypoint? Reference: TM 7d.3.4 Pilot defined (PD) WPTs function 

XYZ/-20
7. After the vertical constraint of FL220 is entered in the flight plan a magenta circle is displayed around the PD waypoint on the ND, what does the magenta circle indicate? Reference: TM 7d.3.4 Vertical Guidance 

· Circled magenta when entered altitude constraint is matched

· Circled amber if the altitude constraint is missed
8. ATC changes their mind for the final time, the new vertical clearance is to cross XZY AT or BELOW FL220, descend to FL200. How is an AT or BELOW constraint entered in the FMS? Reference: TM 7d.3.4 Building an altitude constraint 

For “AT OR BELOW” altitude constraints, enter the altitude or FL preceded or followed by a minus “–” sign.
Scenario #3: The aircraft experiences a dual FMGC failure and the flight is diverting to an alternate airport. Weather conditions are VMC but the crew would like to tune the ILS approach for situational awareness. 

9. How is the ILS remotely tuned? Reference: TM 7e.2.1 

The pilot presses the NAV key on the RMP to select navigation receivers and courses through the RMP. It does not affect the selection of communication radios and their frequencies.
10. Does remote tuning affect communication capabilities? Reference: TM 7e.2.1 

Pressing the NAV key on the RMP does not affect the selection of communication radios and their frequencies.
11. Since the FMGCs failed to auto-reset, is there a manual reset procedure and where would you find that procedure? Reference: QRH 

QRH page 95. Computer Resets – MCDU/FMGC (listed as Miscellaneous in the QRH Alphabetical Index)
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