














6. Enroute Climb 

Enroute performance following engines failure must be assessed using the net data which is 
the gross data reduced by the following climb gradients as specified in the BeAR. 

One engine inoperative Two engines inoperative 
Two engined aeroplane 1.1% -
Three-engined aeroplane 1.3% 0.0% 
Four-engined aeroplane 1.4% 0.3% 

7. High Altitude Manoeuvre Limits 

Airworthiness requirements specify that adequate manoeuvring capability must be available 
at all speeds and altitudes used in normal operation without encountering buffet onset, or 
without exceeding the maximum demonstrated lift coefficient. Higher manoeuvre margins 
are required at the rough air speed when severe turbulence is predicted or expected. 

The limits for normal cruise at altitude are based on the more limiting of a 0.6g manoeuvre 
margin to the maximum demonstrated lift coefficient, which is defined as the maximum 
intensity of buffet at which aeroplane controllability and structural integrity are unimpaired, 
or a O.3g manoeuvre margin to buffet onset. 

When severe turbulence is forecast, the altitude limit may represent the maximum altitude at 
which a 0.8g manoeuvre margin to maximum demonstrated lift coefficient is achieved at the 
rough air speed or OAg manoeuvre margin to buffet onset at the rough air speed, whichever 
is more limiting. 

8. Landing Climb 

Final En-route 

At a height of 1,500 feet above the landing surface the one engine inoperative net en-route 
gradient of climb shall be positive. 

Continued Approach - All Engine Operating 

At the altitude of the landing surface the gross gradient of climb in free air, with the 
aeroplane in the all engines operating final approach configuration and at the final steady 
approach speed scheduled for all engines operating approaches and with all engines operating 
within maximum continuous power limitations, shall be positive. 
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CQntinued Approach - Qne Engine Inoperative 

At the altitude Qf the landing surface the gross gradient of descent, in free air, with the 
aeroplane in the Qne engine inQperative final apprQach cQnfiguratiQn and at the final steady 
apprQach speed scheduled fQr Qne engine inoperative approaches, with the critical engine 
inQperative and with the Qperating engines operating within intennediate contingency power 
limitatiQns, shall be nQt greater than ­

2.0% fQr aeroplanes with twQ engine units, 
1.8% fQr aerQplanes with three engine units, 
1.6% fQr aerQplanes with four engine units. 

DiscQntinued Approach 

At the altitude Qf the landing surface, the gross gradient of climb in free air shall be nQt less 
than­

1.1% fQr aeroplanes with two engine units, 
1.3% fQr aerQplanes with three engine units, 
1.4% fQr aerQplanes with four engine units. 

Balked Landing
 

At the altitude of the landing surface the gross gradient Qf climb shall be nQt less than 3.2%.
 

9. Landing Distance Required (LDR) 

All scheduled LDR are either based Qn landing on a dry hard surface from a screen height of 
50 feet in accQrdance with the BCAR Arbitrary Landing Distance; or landing Qn a smQQth, 
wet, hard-surfaced runway frQm a height of 30 feet with Vtmax specified in the BCAR 
Reference Landing Distance. Calculated distances aCCQunt for cQnservative reaction times, 
full reverse thrust Qn all Qperating engines (if installed and certified), and demonstrated 
braking cQefficients. 
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6.	 REDUCED THRUST AND DERATED THRUST TAKE-OFF 

6.1	 Reduced Thrust Take-off 

The purpose of using reduced thrust take-off is to reduce engine wear associated with 
maximum thrust operation. Its use may result in the aeroplane operating at or near weight 
limits due to field length, take-off climb or net flight path minimum where, under the 
same conditions and aeroplane configuration at rated take-off thrust, the aeroplane would 
not be limited. 

6.1.1	 Assumed Temperature Method 

Assumed Temperature Method is a technique for determining the take-off performance 
with all engines operating at less than a full rated take-off thrust rating. The method 
consists of using the performance data at an assumed temperature higher than the actual 
ambient temperature to determine weight limits, speeds, take-off thrust setting and take­
off flight path information. 

Reduced thrust may only be used if the aeroplane meets all applicable performance 
requirements at the planned take-off weight and reduced thrust setting, and the amount of 
thrust reduction does not exceed 25 percent of the full rated take-off rating. Full rated 
take-off rating is the take-off rating of the engines actually installed on the aeroplane, or 
any derate for which performance data are included in the flight manual. Performance 
limits are determined by reading the performance charts at an assumed airport 
temperature higher than the actual ambient temperature. The higher the assumed 
temperature, the greater the thrust reduction that will be achieved. Therefore, the analysis 
usually involves determination of the maximum assumed temperature for the actual 
conditions. 

6.1.2	 Limitations on the Use of Reduced Thrust 

The allowable thrust reduction is such that: 
(a)	 aeroplane performance at the reduced thrust meets all applicable performance 

requirements, and 
(b)	 the take-off thrust reduction does not exceed 25 percent ofthe rated take-off thrust. 

As a condition to the use of reduced thrust procedures, operators must establish a periodic 
check system to insure that the engines are capable ofproducing full take-off thrust. 

Use of reduced thrust procedures is not allowed when the take-off runway is 
contaminated with standing water, ice, slush, or snow. 

Use of reduced thrust procedures is allowed on a wet runway if suitable performance 
accountability is made for the increased stopping distance on the wet runway. 
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