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CHAPTER 3 - ORGANIZATION AND FACILITIES

1.1

1.2

121

1.2.2

1.2.3

MANAGEMENT AND EXECUTIVE STAFF

A sound and effective management structure is essential to ensure the safe conduct of
operations. It is particularly important that operational management should have
proper status in the Organisation and be in suitably experienced and competent hands.
The duties and responsibilities of managers and senior executives must be clearly
defined in writing and chains of responsibility firmly established. The number and
nature of the appointments will vary with the size and complexity of the
Organisation. An excess of managers can lead to fragmentation of responsibility and
control; this can result in as much difficulty and inefficiency as a shortage and a
lowering of operational standards can easily follow. In general, the appointment of
deputies for managerial posts should be kept to a minimum and particular care should
be taken in defining their functions and responsibilities. The Director will wish to be
satisfied that the management Organisation is adequate and properly matched to the
operating network and commitments. Managers who are also undertaking flying
duties must spend an appropriate amount of time on their ground duties. Leave and
duty rosters must be arranged so as to ensure the continued presence of an effective
operations management in Hong Kong.

The positions held by key personnel will normally be listed in each Air Operator’s
Certificate (AOC) and it will be a condition of the Certificate that the Director shall
be given adequate notice of any intended change in appointments or functions. When
there is a management change, the revised management organization structure and
listing of key staff members should be provided to CAD for acceptance. In deciding
which key personnel should be nominated, applicants should ensure that other than
those who have direct control of flight operations, they should also include personnel
responsible for ground operations, crew training and maintenance arrangements.
Except where otherwise agreed with the Director, nominees should have the
following minimum qualifications and experience: -

General

Five years relevant work experience, including two years in the aeronautical industry,
and appropriate management experience. Comprehensive knowledge of regulatory
requirements and familiarity with quality systems.

Flight Operations

Valid Flight Crew Licence relevant to operations to be conducted under the AOC.
Maintenance

Relevant engineering degree (Aeronautical, Mechanical, Electrical, Electronic,
Avionic or other relevant studies), or aircraft maintenance technician with additional
education acceptable to the Department. Thorough familiarity with the organisation’s

Maintenance Management Exposition, maintenance methods and aircraft types to be
operated under the AOC.

January 2009 (Amdt 26) Chap 3/1
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1.24

1.2.5

1.2.6

13

14

15

2.1

211

212

Crew Training

Current Type Rating / Instrument Rating Examiner on a type operated under the
AOC.

Dependent on previous experience and background, prospective Flight Operational
appointees, may require to be interviewed by CAD in order to assess suitability for
their intended role within the company management.

Ground Operations

Thorough knowledge of ground operations relevant to the AOC.

The line of responsibilities should be clearly defined for ground handling functions
associated with the following:

@ Ramp operations
(b) Passenger services
) Baggage services

(d) Cabin services

Q) Weight and balance control
(j)] Ground support equipment
(9) Fuel services

It is recommended that a corporate Organisation responsible for an air transport
undertaking should always maintain an internal audit procedure to ensure that
operational safety levels are maintained throughout that undertaking.

Where maintenance is performed by a contractor and not directly by the operator, a
senior person employed by the operator should be nominated to co-ordinate
arrangements and to provide continuous liaison with the maintenance contractor on
airworthiness matters.

ADEQUACY AND SUPERVISION OF STAFF
Aircraft Crew

It will be necessary for operators to satisfy the Director that they have a sufficient
number of aircraft crews for the operations to be undertaken. The adequacy of the
aircraft crews will not be assessed against a set formula, as there will clearly be a
wide variation in requirements according to particular circumstances. In certain cases
where the volume of work undertaken is small, the normal requirement concerning
the number of aircraft crews employed may be relaxed. It is important that aircraft
crews should generally be employed full-time under a contract of service.

Flight crews should be aware of their individual responsibilities in relation to the
legality and currency of any Flight Crew Licences and associated ratings and
certificates held. Flying with an applicable element that is out of date in a licence, is
illegal and can invalidate insurance cover.

Chap 3/2 January 2009 (Amdt 26)
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2.13

2.14

2.1.5

2.1.6

2.2

221

2.2.2

The employment of part-time or “‘freelance’ aircraft crews will be acceptable only in
exceptional circumstances and in consultation with the assigned Operations Inspector.
Irrespective of whether crews are part-time or full-time employees, tests carried out to
establish the competence of an operator’s pilots, under Schedule 11 of the AN(HK)O,
must be conducted either by the operator himself or by another operator under
arrangements set out in detail in the company’s Training Manual. These
arrangements must ensure that the pilot is competent to perform all the duties and
responsibilities laid upon him by the operator.

Flights over certain areas referred to in Schedule 8 of the AN(HK)O require the
carriage of navigational equipment approved by the Director; such flights will not
normally be permitted, unless the operator has the Director’s approval for the use of
navigational equipment.

Arrangements should be made for the supervision of all grades of aircraft crew by
persons having the experience and qualities necessary to ensure the maintenance of
high professional standards. This will necessitate such appointments as Chief Pilot,
Flight or Fleet Manager and, in the larger organisations, Chief Flight Engineer, Safety
Officer and Chief Cabin Attendant. The duties and responsibilities of these officials
should be carefully defined and their flying commitments suitably restricted in order
that they may have sufficient time for their managerial functions. If there are too
many such appointments, they can create as many problems as they solve; the
Director will be concerned only to verify that arrangements for the professional
supervision of aircraft crews are properly related to the size and nature of the
operator’s Organisation.

Operators shall ensure that flight crew members demonstrate the ability to speak and
understand the language used for aeronautical radiotelephony communications as
specified in ICAO Annex 1.

Ground Staff
General

The number of ground staff needed will depend primarily upon the nature and the
scale of flight operations; the Director will take full account of the operator’s
particular circumstances. Operations and traffic departments, in particular, should be
adequately staffed with trained personnel who have a complete understanding of the
nature of their duties and responsibilities; this is specially important where the
operator sub-contracts his ground handling to a third party.

Ground Staff Training

Operators are expected to provide training for ground staff; in particular those
employed in operations and traffic departments. Special training in aviation security
should be undertaken; a dangerous goods training programme following the current
edition of the ICAO Technical Instructions for the Safe Transport of
Dangerous Goods by Air (Doc 9284) should be established. Further training will
be necessary from time to time (eg when new types of aircraft are acquired) and the
arrangements in this connection will be taken into account in the consideration of
applications for the variation of Certificates.

February 2009 (Amdt 27) Chap 3/3
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3. FACILITIES
3.1 The nature and scale of office services required - clerical staff, typists, duplicating

3.2

4.1

5.1

5.2

5.3

6.1

6.1.1

6.1.2

and printing machinery etc - should be related to the numbers of executive and other
staff employed. It is particularly important that office services are sufficient to ensure
that operational instructions and information of all kinds are produced and circulated
to all concerned without delay.

In cases where the provision of printing facilities for manuals, manual amendments
and other necessary documentation is not warranted by the size of the company, the
operator must show that he has effective alternative arrangements.

ACCOMMODATION

Office space at each operating base must be sufficient to provide a suitable working
environment for the number of operating staff employed. Adequate provision must
be made for the traffic staff, for operational planning, for the storage and display of
essential records, and for flight planning facilities for flight crews. If suitable flight
planning facilities for flight crews are provided by the airport authority, the space
provided by the operator can normally be reduced. However, it is essential that
reasonable accommodation should be made available for crews to use before and
between flights. A secluded area should be available to commanders for briefing and
de-briefing of their crew.

OPERATIONS LIBRARY

The operator should maintain an adequate library of maps, charts, flight guides,
operations manuals and other documents needed for reference and planning purposes,
and for carriage in flight. The library should be kept in an orderly fashion and
responsibility for its maintenance clearly defined.

Maps, charts, and flight guides held should cover the whole of the region for which
the operator is, or wishes to be, certified.

Arrangements should be made for the amendment of manuals, documents and flight
guides, and for bringing the amendments to the notice of flight crews and other
operating staff concerned. A record should be kept of the distribution of manuals and
amendments.

LEGISLATION AND AERONAUTICAL INFORMATION

The operator shall make available to all flight crews, and other operating staff who
may be concerned, at their operating aerodrome, pre-flight aeronautical information
essential for the safety, regularity and efficiency of air navigation and shall include
but not be limited to the following :

Hong Kong (or other local) Notams;

Hong Kong (or other local) AlP;

Chap 3/4 February 2009 (Amdt 28)
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6.1.3

6.1.4

6.1.5

6.2

7.1

7.2

7.3

The Air Navigation (Hong Kong) Order currently in force - amended to date;
Aeronautical Information Circulars;
Aeronautical Information regulation and Control (AIRAC).

Where this information is readily available to crews in an AIS unit, it may not be
necessary for the operator to duplicate the service, but it is nevertheless his
responsibility to ensure that the information is available.

AIRCRAFT LIBRARY AND NAVIGATION BAG

There should be an effective system to ensure that aircraft are provided with an
adequate library of manuals, maps and charts, flight guides and other necessary
documents, supported by an efficient amendment service. Topographical maps are
required for all flights conducted outside controlled airspace or under Visual Flight
Rules (VFR). The scale of these maps should be appropriate to the operation
undertaken. Check lists should be provided for making up the aircraft library and
navigation bag; aircraft drill cards should include an item requiring libraries and
navigation bags to be checked either before departure or, where there is no crew
change, before the first flight of the day.

Despite the increasing use of storage and retrieval of documents through electronic
means on board the aircraft, it is considered prudent to ensure that certain documents
as stipulated in the Air Navigation (Hong Kong) Order 1995 continued to be retained,
in addition to the electronic form (if any), in paper form on board the aircraft:

(@) Article 10(2) Technical Log.

(b) Article 25(2)(a)(iii) Operations Manual.

(© Acrticle 28(4) and Schedule 15 Regulation 1(1) Load Sheet.

(d) Article 57 and Schedule 12 Document A to H.

(e Schedule 16 Regulation 4 Dangerous Goods Transport Document.

The operator shall not employ electronic navigation data products that have been
processed for application in the air and on the ground unless the Director-General has
approved the operator’s procedures for ensuring that the process applied and the
products delivered have met acceptable standards of integrity and that the products
are compatible with the intended function of the equipment that will use them. The
operator shall continue to monitor both process and products.

Note: Guidance relating to the processes that data suppliers may follow is contained
in RTCA DO-200A/EUROCAE ED-76 and RTCA DO-201A/EUROCAE
ED-77.

February 2009 (Amdt 28) Chap 3/5
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7.4

8.1

8.2

9.1

9.2

The operator shall implement procedures that ensure the timely distribution and
insertion of current and unaltered electronic navigation data to all aircraft that require
it.

INSTRUCTIONS TO FLYING STAFF AND CREW NOTICES

Operations manuals, and other standing instructions must be supplemented by a
systematic procedure for bringing urgent or purely temporary information to the
notice of flying staff. This should be achieved by a numbered series of flying staff
instructions or crew notices issued by or under the direct authority of a senior
operations official. Periodical check lists should be issued to show which of these
instructions are  current. Full  use should be made of these
instructions to bring significant information concerning Circulars, Notams, changes in
operating minima, etc. to the attention of flight crews. Such notices and instructions
to flying staff should be considered as part of the Operations Manual.

The operator shall ensure that all crew members, when abroad, are familiar with the
relevant laws, regulations and procedures pertinent to the performance of their
respective duties in the operation of the aircraft.

FORMS, DOCUMENTS AND RECORDS
Forms

An operator will need to provide various forms and records for use by his crews.
Unless the use of such forms is self-explanatory, instructions for their completion
should be included in the operations manual. The content and format of some
documents, forms and records must be agreed by the Operations Inspector. When
this is necessary it will be mentioned in this document. If an operator is uncertain as
to whether the format and content needs to be ‘agreed’ he is advised to contact the
Operations Inspector before the forms are printed. Forms and records may be in
electronic format as agreed with CAD.

Documents

Operators must ensure that instructions are issued and arrangements made to preserve
the documents and records listed below for the period shown :-

Aircrew Proficiency Check Forms - 2 years
Training Records - 2 years
Flight Time, Duty Period, Rest Period Records - 1year
Commander’s Discretion Reports - 6 months
Loadsheets - 6 months
Commander’s Flight Briefs - 3 months
Flight Plans/Nav Logs - 3 months
Fuel Howgozit/In Flight Records - 3 months

Chap 3/6 January 2009 (Amdt 26)
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9.3

9.4

10.

10.1

10.2

Note : The periodic inspections referred to in Chapter 2 paragraph 8.1 may occur at
intervals greater than the minimum period (listed above) that operators are
required to preserve records. Operators should preserve records until such a
periodic inspection has taken place, or advise the Inspectorate when it is
planned to discard them.

Records

Records must be kept for each member of the flying staff showing the dates on which
tests, ratings, medical certificates, licences, etc., are due for renewal. There must also
be an effective system to guard against flying staff being rostered for duty when
periodic checks are overdue, and for verifying that licences have been renewed at the
appropriate time. Operators are legally obliged to keep records of all training and
tests and to make them available if necessary to other operators. Records should
incorporate certificates indicating the competence of examinees to perform the duties
in respect of which they have been tested. The form of record and certificates to be
maintained must be agreed by the Director. The requirements regarding records to be
kept with respect to flight crew duty and flight hours can be found in CAD 371.

Records of Emergency and Survival Equipment Carried

Operators shall at all times have available for immediate communication to rescue co-
ordination centres, lists containing information on the emergency and survival
equipment carried on board any of their aeroplanes engaged in international air
navigation. The information shall include, as applicable, the number, colour and type
of life rafts and pyrotechnics, details of emergency medical supplies, water supplies
and the type and frequencies of the emergency portable radio equipment.

SAFETY MANAGEMENT

From 1 January 2009, an operator shall implement a safety management system
acceptable to the State of the Operator that, as a minimum:

@) Identifies safety hazards;

(b) Ensures that remedial action necessary to maintain an acceptable level of
safety is implemented;

(c) Provides for continuous monitoring and regular assessment of the safety level
achieved; and

(d) Aims to make continuous improvement to the overall level of safety.

Notes: Guidance on Safety Management System is contained in the CAD 712 —
“Safety Management System (SMS) for Air Operators and Maintenance
Organizations — A Guide to Implementation”.

A safety management system shall clearly define lines of safety accountability
throughout the operator’s organization, including a direct accountability for safety on
the part of senior management.

January 2009 (Amdt 26) Chap 3/7
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10.3

10.4

10.5

11.

111

11.2

11.3

12.

121

An operator of an aeroplane of a certificated take-off mass in excess of 20,000kg
shall establish and maintain a flight data analysis programme as part of its safety
management system.

Note: An operator may contract the operation of a flight data analysis programme
to another party while retaining overall responsibility for the maintenance of
such a programme.

A flight data analysis programme shall be non-punitive and contain adequate
safeguards to protect the source(s) of the data.

Notes: i)  Guidance on flight data analysis programmes is contained in the ICAO
Safety Management Manual (Doc 9859). Reference should also be
made to CAD 739 Flight Data Monitoring — A Guide to
Implementation.

i) Legal guidance for the protection of information from safety data
collection and processing systems is contained in ICAO Annex 13,
Attachment E.

An operator shall establish a flight safety documents system, for the use and guidance
of operational personnel, as part of its safety management system.

Note: Guidance on the development and organization of a flight safety documents
system is provided in ICAO Annex 6, Attachment H.

OCCURRENCE REPORTS

Responsibility for coordinating action on occurrence reports, mandatory or otherwise,
and for initiating any necessary investigations should be assigned to a suitably
qualified senior official with clearly defined authority and status.

Where appropriate, the circumstances of an incident should be made generally known
within the operator’s organization and particular care should be taken to ensure that
originators of occurrence reports are informed of the outcome of any subsequent
investigations.

A special occurrence report form should be provided by the company. A format
suitable for use by flight crew, airline engineering departments and maintenance
organizations can be found at Part 2 Chapter 4 Appendix A.

NAVIGATION

Operators will be expected to supply, for the use of flight crews, navigation flight
plan forms or prepared flight plan/logs to be used on all flights, except those sectors
flown both regularly and of less than 45 minutes duration in Visual Meteorological
Conditions (VMC) within a radius of 50 nm of the aerodrome and helicopter flights
on-shore in VMC. The following entries in particular should be provided for:

Chap 3/8 January 2009 (Amdt 26)
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12.2

12.3

names of flight crew;
flight number or other designation, date, aircraft type and registration;

names of reporting and turning points together with codings and frequencies
of radio aids; latitude and longitude should be included, if use is to be made
of navigation systems;

tracks and distances between reporting and turning points; tracks should be
magnetic, unless true or grid are more appropriate to the nature of the flight,
and designated magnetic, true or grid as required,;

route winds where appropriate;

flight times between reporting and turning points;

ETA, revised ETA and ATA at each reporting and turning point;
minimum safe altitude for each stage of the flight;

cleared cruising altitudes or flight levels;

a brief and simple statement of the fuel requirement and the manner in which
it was computed eg sector fuel, alternate fuel, contingency fuel and holding
fuel, all shown separately;

altimeter settings at point of departure and destination;
airfield information used in performance calculations;
information from meteorological broadcasts;

if not maintained separately, a fuel log in which to record the in-flight fuel
checks specified in Chapter 4 paragraph 8;

space for noting ATC clearances;

taxy, airborne, landing and engine-off times.

Operators should ensure that the forms are properly completed for each flight.

Operators should ensure that detailed instructions are specified on procedures to be
adopted in setting up navigation systems. Such information should include:

initialisation procedures;

comparison of standard routes against flight plans;

insertion of random routes;

cross-checking of random route waypoints, tracks and distances;

accuracy checks prior to entering areas where on-board navigation equipment
cannot be monitored by external sources;

gross navigation error checks;
checks to be carried out after re-programming in flight;

procedures to be followed in the event of navigation system failures.

January 2009 (Amdt 26) Chap 3/9
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13.

14.

141

142

15.

15.1

COMMANDERS FLIGHT BRIEF

For flights on routes not normally flown, commanders should be provided with a
detailed brief. The brief should include guidance on the schedule to be maintained
and on all operational aspects of the voyage not fully covered in the operations
manual, such as details of the routes to be flown, aircraft performance data, specific
aerodrome operating minima for all aerodromes likely to be used, including
alternates, and details of the navigation and terrain clearance procedures to be used.

DOCUMENTS TO BE CARRIED IN THE AIRCRAFT

Every aircraft under the management of operators shall carry the documents referred
to in Schedule 12 of the AN(HK)O. Operators shall also ensure that the following
documents are carried in the aircraft:

- Effective 1 January 2010 a copy of the operator’s AOC which includes the
Operations Specifications.

- if the aircraft carries passengers a list of passengers’ names and places of
embarkation and destination;

- if the aircraft carries cargo a manifest and detailed declarations of the cargo.

If the aircraft involves a lease arrangement a certified true copy of the approval of the
lease agreement, shall be carried on board the aircraft. If there is an Article 83 bis
transfer of functions and duties, a certified true copy of these documents shall also be
carried on board the aircraft.

RETENTION OF DOCUMENTS

Operators should conduct audits of returned flight documentation to provide an
insight into the standard of operation being demonstrated by their crews. To facilitate
these audits the following additional documents, if appropriate, which Inspectors will
wish to examine as part of their routine inspection programmes, should be retained
for a minimum of three months after the flight to which they pertain:

- take-off/landing data card - the ‘bug card’;
- navigation flight plan forms/PLOGs;

- fuel log;

- record of performance calculations;

- flight progress chart, where appropriate;

- commander’s copy of the loadsheet.

In addition for ETOPS flights,

- dispatch and en route weather; relevant NOTAMS.

Chap 3/10 December 2009 (Amdt 30)
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CHAPTER 4 - OPERATIONS MANUAL

11

1.2

13

PURPOSE AND SCOPE OF MANUAL

The Air Navigation (Hong Kong) Order (AN(HK)O) requires the operator of every
public transport aircraft registered in Hong Kong, with certain minor exceptions, to:

@ make available an operations manual to each member of his operating staff;

(b) ensure that on each flight every member of the crew has access to a copy of
every part of the operations manual which is relevant to his duties on the flight;

© ensure that each copy of the operations manual is kept up to date;

() provide the Director-General of Civil Aviation with a copy of the operations
manual and any amendments or additions to it; and

(e) make such amendments or additions to the manual that the Director-General of
Civil Aviation may require for the purpose of ensuring the safety of the aircraft
or of persons or property carried in it, or the safety, efficiency or regularity of
air navigation.

The operations manual shall contain “all such information and instructions as may be
necessary to enable the operating staff to perform their duties”. The AN(HK)O defines
operating staff as “the servants and agents employed by the operator, whether or not as
members of the crew of the aircraft, to ensure that the flights of the aircraft are
conducted in a safe manner and includes an operator who himself performs these
functions”. The operations manual shall contain “a statement that the manuals comply
with AN(HK)O and the AOC conditions and the corresponding operations
specifications” and that the manuals are required to be complied with by all personnel.

The form and scope of manuals will vary considerably with the nature and complexity
of the operator’s organisation and types of aircraft in use. An operations manual shall
be organized with the following structure, as provided in ICAO Annex 6 Part |
Appendix 2:

@) General;

(b) Aircraft operating information;

(c) Areas, routes and aerodromes; and
(d) Training

A “manual” may comprise a number of separate volumes and may well include
individual forms, such as prepared navigation flight plans supplied by the operator to
his crew. Instructions and information to particular groups of operating staff - eg
traffic manuals, cabin crew manuals, crew rostering instructions and information on
weight and balance supplied to handling agents - can all be regarded as part of the
operations manual. Applicants will be required to lodge copies of their manuals and
associated documents with the Civil Aviation Department (CAD) together with copies
of all amendments and temporary instructions. An exception is made in the case of the
route guide (see paragraph 14).

January 2009 (Amdt 26) Chap 4/1



CAD 360 Air Operator’s Certificates
Part ONE Operation of Aircraft

1.4 A list of particular matters to be covered in the operations manual is prescribed in the
AN(HK)O. The purpose of this chapter is to give some indication of the manner in
which the requirements relating to the operation of aircraft should be met. The Flight
Manual forms part of the aircraft’s Certificate of Airworthiness (C of A) and is
therefore one of the documents which must be carried on the aircraft. Exceptionally
Flight Manual information may be incorporated into the operations manual, and
provided written permission is obtained from the CAD, the Flight Manual need not be
carried. In either case, the operator is responsible for ensuring that all such information
is kept up-to-date on a regular basis. It is not sufficient for operators to rely solely upon
the C of A renewal process to highlight deviations from the Flight Manual.

15 The operations manual will be regarded by the CAD as a primary indication of the
standards likely to be achieved by an operator. The operation of commercial aircraft is
a highly complex matter requiring clearly defined standards and procedures. The form
and scope of a manual will vary with the size of the undertaking but the basic principles
remain the same.

1.6 Great importance will also be attached to the suitability of manuals for regular use by
the operating staff and, in particular, by crews in flight. For all but the simplest of
operations, the division of the manual into a number of separate volumes or parts will
be essential. Manuals may be divided in such a way that essential information is
immediately available on the flight deck; extracts or “digests” of information and
instructions may sometimes be necessary to supplement drill cards and checklists. The
design of the manuals shall observe Human Factors principles.

1.7 Each copy of a manual should normally bear a serial number and a list of holders
should be maintained by the person responsible for issuing amendments. Where this
system is not used, an operator should have satisfactory alternative arrangements for
controlling the issue and amendment of manuals. A list of Volumes should be
implemented in the administration and organization section of the manuals. Each
volume of a manual should be numbered and bear a title and list of contents, giving a
clear indication of its scope. The title of the person or department responsible for the
issue of the manual should also be indicated. At the front of each volume there should
be a list of effective pages and an amendment page to indicate amendment number,
date of incorporation, signature or initials of the person amending. Amended pages
should be dated. The numbering of pages, sections, paragraphs etc. should be orderly
and systematic to facilitate immediate identification of any part of the subject matter.
The standard of printing, duplication, binding, section dividers, indexing of sections etc.
should be sufficient to enable the document to be read without difficulty and to ensure
that it remains intact and legible during normal use.

18 The amendment of a manual in manuscript will not be acceptable. Changes or
additions, however slight, must be incorporated by the issue of a fresh or additional
page on which the amendment material is clearly indicated. Amendments to operations
manuals must not conflict with instructions in the aircraft Flight Manual. Managers
should be appointed for responsibilities of manual contents, amendment and
distributions.
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1.9

1.10

2.1

2.1.1

It is most important for operators to appreciate that it is their responsibility under the
relevant statutory provisions to provide adequate instructions and accurate information
to their operating staff. Inspectors will check manuals lodged with the CAD and will
suggest amendments, where they appear to be necessary. The primary purpose of these
checks will be to verify the adequacy of the operator’s systems and procedures for
keeping instructions and information under review and for issuing timely amendments,
as necessary. There can be no question of the CAD or its Inspectors assuming
responsibility for the detailed information provided in manuals. This responsibility
rests with the operator who should designate a suitably qualified person to see that it is
properly discharged.

NOTE: For the purposes of the remainder of this Chapter it is assumed that readers are
aware of the provisions of the AN(HK)O and associated regulations currently
in force in respect of operations manuals and their contents.

Operations manuals and other standing instructions must be supplemented by a
systematic procedure for bringing urgent or purely temporary information to the notice
of operating staff and agents. This can be achieved by a numbered series of
instructions or notices issued by or under the direct authority of a senior operations
official. When the issue of a temporary instruction entails amendment of a standing
instruction, the amendment must be made without undue delay and periodical check
lists issued to show which of the temporary instructions are current. These instructions
bring significant Aeronautical Information Circulars (AlCs), NOTAMS, changes in
Aerodrome Operating Minima (AOM) and NTAOCHS, for example, to the attention
of crews, operating staff and the operator’s agents.

CREW TO BE CARRIED

Generally only the minimum flight crew required by Article 18(3) of the AN(HK)O for
public transport flights, need be specified for each type of aircraft. The minimum
flight/cabin crew for public transport will not necessarily be the same as the minimum
flight/cabin crew specified in the aircraft’s Certificate of Airworthiness (Flight
Manual). In some cases the operator will need to consider whether a particular
circumstance of the operation, for example long range flights, calls for the carriage of
additional crew. It is a statutory requirement that an aircraft shall have a flight crew
“adequate in number and description” to ensure the safety of the flight.

Autopilot approved for the purposes of Article 18(3). This means an autopilot that is
specified in the Flight Manual as approved for use with that aeroplane and capable of
providing, as a minimum, both altitude and heading holds. However, if it is not cleared
for controlling the aeroplane whilst coupled to both the glide path and localiser of an
Instrument Landing System (ILS) down to Category 1 Decision Height (DH), the
Runway Visual Range (RVR) for all single pilot instrument approaches shall be either
that specified in Chapter 4 Appendix B of this document for an approach, or 800 m,
whichever is the higher.
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2.2

2.3

3.1

3.11

3.1.2

3.1.3

The AN(HK)O specifies areas of the world through which aircraft engaged on a flight
for the purpose of public transport shall carry navigation equipment specifically
approved for the purpose by the CAD. An operator wishing to use such navigation
equipment should apply to the Flight Operations Inspectorate for details of the
conditions to be met. Similarly, an operator wishing to operate through airspace
prescribed in the AN(HK)O for the purpose of Minimum Navigation Performance will
require to obtain approval of the proposed navigation systems and procedures to be
used.

The claimed experience of potential employees must be substantiated. Log book
entries must be checked to see if they are realistic and further checks made with flying
clubs, previous employers and, if necessary, the Personnel Licensing Office where any
doubt arises.

RESPONSIBILITIES OF AIRCRAFT CREW AND OTHER OPERATING
STAFF

The operators shall establish an organization and management system for the
operational control of all flights and maintain a method of control and supervision of
flight operations.

The operator shall establish in its operations manual responsibilities for operational
control and developed related policies, processes, standards and procedures.

In this context the term “operating staff”, as distinct from the crew, means staff having
specific duties, in relation to particular flights, which fall within the general pre-flight
and in-flight responsibility of the aircraft commander. The manual should therefore
define, where appropriate, the duties and responsibilities of people employed as:

@ flight dispatchers/flight watch officers;

(b) flight planning assistants who prepare navigation flight plans and flight briefs,
compute fuel requirements, Regulated Take-Off Weights (RTOWSs) and
aerodrome operating minima;

©) rostering and scheduling staff; and

(d) traffic officers or “loadmasters” responsible for calculating maximum payload
and/or fuel uplifts or for supervising the loading of aircraft and completing
load/trim sheets.

Specifically, operators should clearly define in the operations manual the duties of
operating staff responsible for ground handling functions including ramp operations,
passenger services, baggage services, cabin services, weight and balance control,
ground support equipment and fuel services. If any of the above-mentioned services are
contracted out to a third party organization, this organization has to be audited by the
concerned operator to confirm that the third-party organization is up to the required
standards.
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3.1.4 Itisimportant in this connection that operating staff should be made fully aware of the
over-riding responsibility and the ultimate authority of the aircraft commander.
Manuals must state that in order to secure the safety of a particular flight the
commander is authorised to apply greater safety margins e.g. aerodrome operating
minima, fuel reserves and terrain clearance standards than those specified by the
operator for normal operations.

3.2 In defining the duties of members of the crew, the operator should include instructions

on:

(@)
(b)

(©)

(d)

(€)

(f)

(9)

(h)
(i)

)

pre-departure briefings of flight crew and cabin crews;

carriage of current documents (or copies thereof) as listed in Part 2 Chapter 4.

Paragraph 25, and, for international air navigation, valid crew licences.
Operators must ensure that crew are aware of the location of the AOC copy and
the associated Schedule of Approvals and Permissions;

the pilot-in-command’s responsibility for the safety of all crew members,
passengers and cargo on board when the doors are closed. The
pilot-in-command shall also be responsible for the operation and safety of the
aircraft from the moment the aircraft is ready to move for the purpose of taking
off until the moment it finally comes to rest at the end of the flight and the
engine(s) used as primary propulsion units are shut down;

the briefing of passengers on emergency exits, procedures and equipment
(including safety belts, harnesses and, where appropriate, life-jackets,
automatic drop-out oxygen equipment and floor path lighting systems),
restrictions on smoking and on the use of electronic equipment;

the responsibility, in the absence of competent ground engineering staff, for
supervising refueling and ensuring that filler caps, refueling valves, freight
hold doors and other aircraft panels are secure;

the responsibility for ensuring the correct completion of the technical log,
before and after flight, where the flight crew are required to carry out day to
day servicing of the aircraft, any pre-flight maintenance checks, ground de-
-icing or other special pre-flight servicing;

the responsibility, in the absence of competent traffic staff, for supervising the
loading of the aircraft;

the duties of special personnel e.g. animal attendants;

the responsibility for taking precautions for the safety of passengers, when
they are permitted to embark, disembark or to remain on board during fuelling
operations;

the responsibility, when an Auxiliary Power Unit (APU) is ground running and
passengers are on board the aircraft or are in the process of embarking or
disembarking, for ensuring that there are satisfactory arrangements for cabin
crews to be warned immediately of any APU or other emergency condition
which might require the rapid evacuation of passengers from the aircraft;
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3.3

3.4

3.5

3.6

4.1

4.2

4.3

(K) limitations on the extent to which pilots, flight engineers and cabin crews may
be allowed to operate on more than one aircraft type or variant (see also
Chapter 4 paragraph 5.3.19 and Chapter 5 paragraph 8 ).

() except where the flight crew is limited to one or two pilots, brief instructions
should be included as to the order and circumstances in which command is to
be assumed by members of the flight crew.

(m) Guidelines for refuelling and loading by flight crews must be established.

Crew members must not be under the influence of alcohol, drugs or medication during
flying duty periods. Operators are to issue instructions to crews as to their personal
responsibilities. They should include clear guidance on abstention from alcoholic
drinks for a suitable period prior to duty. The minimum acceptable period will be eight
hours but may need to be longer depending upon the amount of alcohol consumed.
Aircraft crews should also be advised of the precautions to be taken if they are taking
medication.

Special consideration must be given to instructions on the allocation of duties between
members of the flight crew at pre-flight and throughout all stages of flight. Operators
are required to specify such procedures in detail in the form of Standard Operating
Procedures (SOP), with particular reference to the division of duties during take-off
and in the execution of an instrument approach procedure and missed approach
procedure.

The procedure for an instrument approach in IMC should relieve the commander of as
much work-load as possible, and through a proper division of duties and monitoring
functions, provide adequate safeguards against errors or omissions. The difficulty of
transition from instruments in poor visibility should be taken fully into account,
together with the need for a clear and systematic procedure for initiating a missed
approach if there is any doubt about the advisability of continuing the approach by
visual reference to the ground.

The commander has ultimate responsibility for ensuring terrain clearance and in
particular during radar vectoring for an instrument approach. Constant situational
awareness must be maintained to ensure that terrain clearance is not jeopardized by
unsafe ATC instructions.

FLIGHT DUTY AND REST PERIOD LIMITATIONS

Operators must satisfy the statutory provisions prescribed in the AN(HK)O and the
requirements contained in CAD 371 — “The Avoidance of Fatigue in Aircrews”.

In accordance with the statutory provisions, operators’ schemes for the prevention of
fatigue of all crew must be approved by the CAD and incorporated in the operations
manual. Any amendment to the operations manual in this connection must be
approved by the CAD in advance. Applications for approval, amendment or variation
of schemes should be addressed to the CAD.

Instructions, issued for the guidance of rostering, planning or scheduling staff must be
compatible with the provisions of the scheme and a copy must be lodged with the CAD.
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4.4

4.5

4.6

4.7

4.8

4.9

4.10

411

412

Provision is made in CAD 371 for aircraft commanders to exercise discretion to extend
a flying duty period or reduce a rest period. Copies of reports by commanders on the
exercise of discretion, whether or not required to be submitted to the CAD, must be
retained by the operator for a period of six months. Reports should contain at least all
of the items specified in CAD 371.

The AN(HK)O requires operators to include in their schemes, provisions to prevent
fatigue of any crew members carried in addition to flight or cabin crew. Should their
duties have a direct bearing on flight safety, e.g. if the operator or aircraft commander
assigns duties in the interests of passenger safety, similar provisions to those applied to
cabin crew must be included.

Operators may from time to time apply for a variation to the requirements of their
approved scheme. Such variations may be either for a “one-off” voyage or for a series
of flights. Any such application must include a detailed justification for the variation
and all relevant supporting documents should be attached. Approved variations must
be published in the operations manual and indicate expiry dates if applicable. Those of
very limited duration may be published as crew notices or in a commander’s brief.

Flight time limitations contained in CAD 371 are intended to apply to all crew
members; however, in the event of unavoidable operational contingencies on the day,
those crewmembers with regulatory responsibilities must be protected.

Helicopter operators may have variations from the requirements of CAD 371.
Approval could be granted if the CAD is satisfied that they are appropriate for the
applicant’s operations.

Operators should remind all crew members that it is their responsibility to make
optimum use of the facilities for rest provided by the operator at outstations, and to plan
their rest periods so as to minimise the risk of sleep deficit and cumulative fatigue.

It must be further brought to their attention that in accordance with the provisions of the
AN(HK)O it is the responsibility of each crew member not to fly if he is suffering or is
likely during flight to suffer from such fatigue as may endanger the safety of the
aircraft and its occupants. It should be made clear that the provisions of this Article of
the AN(HK)O are not intended to cover instances where normal tiredness resulting
from the physical and mental effort of a flight is likely.

Operators should draw to the attention of flight crew that, in accordance with the
provisions of the AN(HK)O, it is the responsibility of each flight crew member to
notify anyone who employs his services as a flight crew member, of all flying he has
undertaken within the previous 28 days, other than flying in an aircraft not exceeding
1600 kg maximum weight and not flying for the purpose of public transport or aerial
work.

Responsibility within an operator’s organisation for issuing instructions and making
decisions on questions of flight duty and rest periods and for processing discretion
reports must be clearly defined and assigned to a member of the management staff.
The name of the person concerned or the job title must be included in the operations
manual.
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4.13

5.1

Operators are required to maintain and provide readily interpreted records for each
aircraft crew member. It follows that suitable arrangements must exist for collecting
the information necessary to compile the records. Accurate records are essential to
persons responsible for the rostering of aircraft crews. These records should meet the
requirements of CAD 371.

AIRCRAFT TECHNICAL PARTICULARS, PERFORMANCE AND
OPERATING PROCEDURES

Technical Particulars of the Aircraft

In meeting the requirement to provide these, operators should take care to distinguish
between specific information to be used in the course of flight operations and the more
general basic information that a pilot might need to prepare for a type rating
examination. If detailed descriptive matter is included as part of the manual, it should
be in a separate volume. Information on the following matters, in particular, should be
provided, as appropriate, in a form suitable for use as an immediate reference in
day-to-day operations:

€)) action to be taken in the event of a system malfunction that cannot be covered
by an emergency check list. Information should be provided about the effect
on essential systems and services of serious faults. Information to be provided
will vary with the type of aircraft and, together with the emergency drills, it
should be in a readily identifiable section of the manual e.g. on distinctively
coloured pages;

(b) operational guidance given on the actions required in the event of the failure of
generated electrical power sources should include the capabilities and
expected duration of the emergency or standby power sources, and advice on
the effect that a failed attempt to start the APU will have on battery capability,
if applicable. The operations manual should specify at what stage an aircraft
should be diverted to an alternate aerodrome following a failure or
combination of failures in the electrical system;

©) guidance as to how commanders may operate a flight with uncertified
rectification of defects and the methods to be used to report the circumstances,
as required by the AN(HK)O, can be found in CAD 360 Part Two Chapter 8
paragraph 9;

(d) procedure for maintenance check ‘A’ or pre-departure inspection, as required
by the approved maintenance schedule, including a check of the fuel system
for water contamination, where this is required to be carried out by the crew;

©) replenishment of the aircraft’s fuel, oil, hydraulic fluid, de-icing fluid,
demineralised water and water methanol supplies to an approved specification.
In the case of a helicopter, a maximum rotor running time must be specified,
after which the helicopter must be shut down to enable engine and gear box oil
level checks to be carried out. In the case of a rotors-running-refuel, a water
contamination check should be made prior to the fuel uplift;
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5.2

()] supervising refueling and the topping up of tyres, oleos, de-icing and hydraulic
systems, including oxygen and air reservoirs. The refueling information must
include any specific precautions called for by:

Q) the use of wide cut fuels;

(i) the ‘off aerodrome’ situation where either a fuelling vehicle or a
barrelled supply is used; and

(iii)  quality control which may, in appropriate circumstances, call for the
flight crew to view the day’s test fuel sample record or witness the
sample test themselves.

(9) calculation of significant airspeeds and Mach numbers, reduced thrust and trim
settings;

(h) manufacturer’s and operator’s limitations that affect the handling of engines
and pressurisation systems;

Q) compliance with any special handling instructions; and

() procedures to be observed in the event of lightning-strike, bird-strike, heavy
landing etc.

Performance

Operators must provide commanders with simplified performance information from
which they can readily determine, without reference to a Flight Manual or performance
schedule, the maximum weights for take-off and landing on all flights. The maximum
weight referred to is that derived from the statutory weight and performance
requirements or limitations, such as zero fuel weight. In many cases, on regular or
scheduled operations, it is only necessary to indicate that there is no restriction imposed
by performance requirements; in others, it may be necessary to indicate which of the
requirements is critical and to provide a tabular or other clear presentation of limiting
weights in varying conditions of wind and/or temperature. There will also be instances
where it is both practicable and desirable for the operator to indicate any special flight
procedures, such as minimum height for setting course in IMC or an emergency turn
after take-off in the event of engine failure, essential to secure compliance with the
performance requirements. Where applicable, clear instructions must be given for the
calculation and selection of reduced thrust for take-off when specifically permitted by
the Flight Manual.

Operators shall provide the necessary information for compliance with all flight
profiles required by Schedule 15 Regulation 4 of the Air Navigation (Hong Kong)
Order including but not limited to, the determination of:

@ take-off runway length requirements for dry, wet and contaminated conditions,
including those dictated by system failures which affect the take-off distance;

(b) take-off climb limitations;
(c) en-route climb limitations;

(d) approach climb limitations and landing climb limitations;
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5.3

5.3.1

5.3.2

533

5.34

©) landing runway length requirements for dry, wet and contaminated conditions,
including systems failures which affect the landing distance; and

()] supplementary information, such as tire speed limitations.

NOTE: As Standard Instrument Departure (SID) routes do not guarantee adequate
terrain clearance for all aircraft in the engine out case, the operator must check
that the requirements of the appropriate regulations of Schedule 15 to
AN(HK)O, are met for all SIDs used by company aircraft. Similarly any
emergency turn after take-off on to routes contained in the aircraft’s operations
manual and approved for use by the local air traffic control must also have
been checked for compliance with the above-mentioned Schedule 15.
Operators shall take account of charting accuracy when assessing compliance
with the relevant regulations.

Operating Procedures

Cockpit Resource Management. Initial and recurrent training in Cockpit Resource
Management (CRM) must be given to flight crews. Details of the CRM training
syllabus must be included in the company training manual. Human factors training
should be extended to cabin crews as appropriate, particularly where it can improve
co-operation between cabin crews and flight crew during emergencies.

Threat and Error Management (TEM). SOP, Initial and Recurrent Training should
cover TEM aspects which is an important element of CRM.

Approach and Landing Accident Reduction (ALARS). Operators should ensure that
their SOP and Initial and Recurrent training covers the guidance material given in the
ALARS toolkit and should continue to review training syllabi in respect of CFIT
accident reduction.

Ground manoeuvring. Procedures should cover the following:

@ a means to ensure that cockpit procedures do not conflict with the necessity to
maintain vigilance;

(b) emphasis on the importance of ensuring that the correct taxiway or runway is
being used and of complying with Air Traffic Control (ATC) procedures. Full
use should be made of ATC and visual aids;

(© an appreciation that there may be differences in runway/ taxiway lighting and
guidance systems between aerodromes in different regions and countries;

(d) the necessity to use standard and unambiguous Radio Telephony (RT)
Transmissions and to verify instructions or clearances, whenever there is any
doubt;

©) the necessity to maintain vigilance in monitoring RT transmissions in order to
determine the position of other traffic on the aerodrome;

()] guidance on how to make the maximum use of aircraft lighting in order to be
visible to others; and

(s)] a reminder about the need for general awareness and the use of all flight deck
resources.
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5.34.1

5.34.2

5.3.5

5.3.6

5.3.7

5.3.8

5.3.9

5.3.10

5.3.11

5.3.12

5.3.13

5.3.14

Runway Incursion. Operators should also refer to the following documents, which
refer to the prevention of runway incursion:

(i) Operators should refer to the ICAO Runway Safety Tool Kit and the ICAO
manual for preventing runway incursion (see Appendix B in ICAO Doc 9870
AN/463) for further guidance.

(i) Hong Kong CAD Document titled “‘Hong Kong Runway Safety Programme’
and specifically Part 3 of the Document.

In the event of a runway incursion operators are to complete the form for reporting a
runway incursion i.e. DCA 235.

Operation on slippery runways. Particular emphasis should be placed on handling
techniques, crosswind limitations and any prohibition on movement, when the reported
braking action is degraded below specified values.

Take-off and landing on runways affected by snow, slush or water. This section should
explain how each of these contaminants may affect aircraft performance, especially
acceleration and retardation, and should address the operation of engines, systems and
lifting surfaces.

Runway overrun. The ability to stop effectively either during a rejected take-off or
during a landing run as a result of runway contamination, crosswind, asymmetric
considerations, tyre temperature or not using the full braking capacity of the aeroplane
will be enhanced by both pilots sharing the workload.

Increased Distance. Methods of calculating increased distances inherent in operating
from both wet and dry grass, where relevant.

Minimum Equipment. Allowances to be made for the effect of unserviceable devices eg
flaps, reversers, spoilers or other equipment allowed in the Minimum Equipment List
(MEL).

Crosswind limits for take-off and landing. It is not sufficient to repeat a statement in a
flight manual that a particular crosswind component has been found to be acceptable;
operators’ limitations should be stated in unequivocal terms and account taken of the
effect of gusts and surface conditions. Limits in excess of any figure mentioned in the
flight manual will not be acceptable. Lower limits must be set to take account of
contaminated runways or degraded handling characteristics due to system or power
plant failure.

Windshear. Operators must be aware of the extremely hazardous and insidious nature
of severe low level windshear resulting from various meteorological situations.
Operators are to ensure that their operations and training manuals contain adequate
instructions and guidance regarding severe low level windshear, with emphasis on
avoidance of these conditions during take-off and landing.

Wake Turbulence. Information on spacing standards required to avoid wake turbulence
at take-off and landing.

Snow Banks. Minimum strip width required after the clearance of snow, together with
the maximum height allowed of associated snow banks.

Ground Manoeuvring. Maximum permissible wind velocities for taxying as well as
take-off and landing.
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5.3.15

5.3.16

5.3.17

5.3.18

En-route Engine Failure. Procedures to be followed on specific routes after failure of
an engine, if the aircraft’s stabilising altitude is likely to be critical in terms of
Minimum Safe Altitude (MSA):

@) Operators should be aware of the routes on which the en-route performance of
their aircraft, following the failure of one or two engines, will be critical and
should include instructions, relating to such routes, in their operations manuals
in order to reduce the risks which could arise from indecision or error in the
case of engine failure.

(b) In the case of critical routes it may, in some cases, be possible to regulate the
aircraft’s planned take-off weight to such an extent that its drift-down
performance following engine failure (in the case of a turbine-engined aircraft
from a height not exceeding the maximum re-light altitude) will enable it to
clear all obstacles on its route by the required margin regardless of the point at
which the failure occurs. In other cases it may be necessary to calculate a
critical point, or a number of critical points, which would determine the action
to be taken in the event of engine failure at any given position i.e. turn back,
continue along the planned route or divert along an alternative route.

(c) Instructions should take into account the accuracy of navigation which may be
expected of the flight crew in view of the crew complement and the aids
available.  Account should also be taken of the effect of varying
meteorological conditions. Assumed winds and temperatures used in the
calculation of the critical point(s) must be indicated because, if forecast or
actual conditions differ from those used at the planning stage, the commander
may need to amend the drift-down procedure.

Noise Abatement. Noise abatement regulations frequently require special handling
techniques and routeings after take-off. The flight manuals of the more recently
certificated aircraft contain performance data related to noise abatement procedures.
Details of the procedures for each airfield or runway used by the operator, for which
noise abatement regulations exist, should be provided in the operations manual. In
some cases these procedures may be more restrictive in terms of take-off weight than
the Air Navigation (General) Regulations allow. Instructions to ignore noise
abatement procedures in emergency situations should also be included. Where, in
exceptional circumstances, it may be appropriate in the course of noise abatement
procedures to start a turn at less than 500 feet above ground level (agl), pilots should be
given suitable instructions about restricting the angle of bank. Pilots should also be
instructed not to reduce thrust below 500 feet agl or to an extent that would result in a
gross gradient of climb of less than 4%.

Engine-out Ferry Flights. Appendices D and E of this Chapter specify the conditions
under which ferry flights with one engine inoperative can be undertaken with, details
of the operating procedures to be followed and limitations to be applied.

Ground Proximity Warning Systems (GPWS). Operators must provide guidance in their
operations manuals on the operation of aircraft that are required to carry GPWS
equipment. Flight crew should be reminded that they must respond immediately to all
alerts and warnings. A check of configuration as well as correct flight path should be
made, since the GPWS might be quite correctly warning of an abnormal or unsafe
landing configuration.
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5.3.19

5.3.20

5.3.21

5.3.22

5.3.23

5.3.24
5.3.25

5.3.26

5.3.27
5.3.28

Waterborne Operation. For amphibious aircraft, performance information, training
and certification must reflect both land and water operations. For aircraft capable of
operating on the water, cross-wind limits for water operations and the limiting sea and
swell states for take-off, en-route, (if appropriate e.g. single engine aircraft) and
landing should be stated.

Simulated Emergencies. A statement must be made that simulated instrument flight
and the simulation of emergency situations which might affect the flight characteristics
of the aircraft or otherwise degrade safety standards e.g. by affecting performance, are
prohibited on passenger carrying flights.

Multi-type Operation. Where relevant, the policy in use for the crewing of aircraft,
where more than one type or variant of aircraft is used must be stated. Pilots must not
operate aircraft with significant differences in flight deck instrumentation, except by
agreement with the CAD.

Co-pilots. Detailed instructions should be included as to the circumstances in which
co-pilots may be permitted to fly the aircraft e.g. lower cross-wind limits, higher
operating minima.

Winter operation. A flight planned or expected to operate in suspected or known
ground icing conditions shall not take off unless the aircraft has been inspected for
icing and, if necessary, has been given appropriate de/anti-icing. Instructions should
include:

(i) guidance on the completion of airframe ground de-icing/anti-icing, where this
is required to be carried out or supervised by the flight crew, including fluid
temperature and concentration and the likely duration of the de-icing effect in
typical ambient temperatures (hold-over times);

(i) drills conforming to the flight manual and manufacturers’ manual,
(iii) operation of aircraft de-icing and anti-icing equipment.
ACAS. Procedures to be observed in response to ACAS advisories and alerts.

ATC Clearance. Detailed instructions should be included on the clarification and
acceptance of air traffic control (ATC) clearances, particularly where terrain clearance
is involved.

Stabilised Approach. A stabilised approach is one of the key features of safe
approaches and landings involving transport category aircraft. Operators are to include
in their operations manual the minimum Height Above the Threshold (HAT)
acceptable for a stabilised approach. At the minimum HAT published, the flight must
be stabilised and all briefings and checklists completed. In all meteorological
conditions, except special cases (i.e. circling and some engine inoperative approaches
etc.), the minimum HAT for a stabilised approach is to be no lower than 1000° HAT.

Jettisoning fuel. Procedures and precautions to be observed in order to jettison fuel.

Rotors turning under power. A helicopter rotor shall not be turned under its own power
unless there is a qualified pilot at the controls.
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5.3.29 Refuelling of helicopters. The refuelling of helicopters must not take place when

6.2

6.3

7.2

7.3

7.4

passengers are embarking, on board, disembarking or when the rotors are turning.
However, certain conditions such as ambulance or emergency flights where time is of
the essence, or severe weather, may necessitate refuelling with the rotors turning. In
this case, procedures must be in place for the safe refuelling of the helicopter with
rotors turning.

PROVISION AND USE OF OXYGEN AND ASSOCIATED EQUIPMENT

The statutory requirements regarding the carriage of oxygen and oxygen equipment are
laid down in Schedule 5 to the AN(HK)O. The requirements are complex, and
therefore clear information and instructions must be included in the operations manual
to enable a commander to verify that the minimum acceptable oxygen quantity or
pressures and associated equipment is carried. Guidance must also be given on the use
of the equipment.

The instructions should include the procedures and routes to be adopted, when
necessary, to ensure that a safe operating altitude can be quickly achieved. Due
account should be taken of such variables as the amount of oxygen available and the
time likely to be spent at an intermediate altitude at which the use of oxygen will be
required.

If oxygen is not carried or if an aircraft is not correctly equipped, either temporarily or
permanently, instructions on restricting operating altitudes and/or routes must be
included.

MINIMUM EQUIPMENT LISTS

Operators shall not operate aircraft with unserviceable equipment, except under the
terms of Permission granted under Article 14A from the relevant Articles of the
AN(HK)O granted by the Director-General of Civil Aviation. Such Permission will be
granted only after the content of the proposed Minimum Equipment List (MEL) has
been vetted and found acceptable by the Airworthiness Office. Operators shall prepare
their MELSs in accordance with CAD 549 requirements.

The introduction to any MEL must contain a statement reminding the aircraft
commander of his responsibility to ensure that the aircraft is in every way fit for the
intended flight, and that he may apply a higher minimum standard if, in his opinion, it
is necessary to do so in order to secure the safe operation of the aircraft.

MELs must be submitted to the Airworthiness Office at the time of an application for
an AOC or a variation which covers the introduction of a new aircraft type, as should
instructions and guidance to commanders on the operation of aircraft with deferred
defects. The content of operators’ MELS may not be less restrictive than that of the
associated Master Minimum Equipment List (MMEL). Should an MMEL become
more restrictive due to amendment action, operators must amend their MELSs similarly.

When the carriage of unserviceable equipment results in a deviation from the normal
drills, satisfactory alternative drills must be specified in the manual. For example,
when thrust reversers are listed as minimum equipment, the operator must publish
alternative drills.
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8.1
8.1.1

8.1.2

8.1.3

8.14

8.2

8.3
8.3.1

FUEL PLANNING AND MANAGEMENT - AEROPLANES
Basic Principles

The total amounts of fuel and oil carried on board an aeroplane must be sufficient for
the intended flight and must include a safe margin for contingencies. The manner in
which the amounts should be calculated and the records that should be made before,
during and after flight must all be specified.

General considerations for calculating and recording fuel and oil requirements and
usage are listed below. Instructions, similar to those given for fuel planning, should be
specified for calculating the amount of oil needed to lubricate the engine(s) and
associated systems, and for recording before, during and after flight, as appropriate, the
guantities on board.

Operators must ensure that their fuel planning policy allows for the carriage of
additional fuel, wherever it is known or suspected that there may be excessive landing
delays due to traffic or Air Traffic Control (ATC) problems at destination or diversion
airfields. Furthermore, operating flight crews should be reminded that vigilance and
early decision-making is necessary in exercising fuel management in order to ensure
that the contingency, alternate and holding fuel allowances are not eroded to such an
extent that operational safety is compromised.

There should be instructions and guidance on the effect on fuel consumption of engine
or system failure. This could be a significant factor on long ocean or desert crossings,
or where no suitable En-Route Alternates (ERAS) are available.

Basic Planning Tables

Fuel planning tables should be provided for all aeroplanes, except light single engine
types. The tables must take account of aeroplane weight, outside air temperature and
altitude and, where possible, head or tail wind components. Where tables are not
provided, clear statements of the hourly rates of consumption must be made. All
circumstances of flight that can reasonably be foreseen should be specified, including
climb, cruise, descent, holding and abnormal configurations.

Planning Considerations

The following items should be included in the fuel planning process. The items may
be combined but constituent parts of combinations should be fully described (see also
paragraph 8.8 below):

@ Sector fuel: which comprises fuel required for:
(i) take-off and climb;
(i) cruise;
(iii)  descent; and
(iv) approach to land,;

(b) Additional fuel: e.g. fuel required for:
Q) start-up, taxy-out and power checks;
(ii) use of an auxiliary power unit on the ground and in the air;
(iii)  amounts used when operating de-icing systems and heaters;
(iv) lengthy standard departure and arrival procedures;
(v) quantities known to be unusable; and
(vi) amounts required to compensate for potential delays en-route, such as
weather avoidance.
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8.3.2

8.3.3

8.4

8.4.1

8.4.2

8.4.3

8.5

8.5.1

8.5.2

8.6

8.6.1

Sufficient fuel must be carried to permit in the event of loss of pressurisation or the
failure of a power unit at any point on the planned route:

@ the flight to be continued to a suitable aerodrome for landing;
(b) to hold at 1500 feet over that aerodrome for 30 minutes; and

(© to carry out an approach and landing.

Where analysis of fuel records shows a deterioration in performance of a particular
aircraft compared to that predicted in the manufacturer’s fuel flow tables, a percentage
correction should be established and applied to sector fuel calculations.

Monitoring Fuel on Board

There must be instructions for ascertaining before departure that the amount of fuel on
board meets the commander’s requirements. There must also be procedures for
ensuring that, if in flight the amount of fuel calculated to remain overhead the
aerodrome of intended landing is likely to become less than any minimum quantity
specified, this fact becomes apparent at an early stage.

Before signing the technical log record page, the commander must satisfy himself that
the correct type and quantity of fuel is on board and that it has been loaded in
accordance with any instructions that may have been given. Units of weight or volume
shown on the sector record page must be the same as those on fuel gauges visible to the
pilot. Exceptionally, where there is a difference between the units on the fuel gauges
and those on the sector record page, use of conversion tables may be approved. To
have loadsheet fuel recorded in kilograms, uplifts in litres and aircraft gauges
calibrated in pounds is to be avoided. Operators should provide all flight crews with
simple fuel conversion charts/tables to reduce the likelihood of errors.

Instructions must be given on the frequency of fuel checks, the recording of
information and the application of that information. In-flight checks should be carried
out at least once on every sector and at intervals not exceeding 60 minutes on flights
longer than 90 minutes. A calculation to determine the amount of fuel remaining and
to predict the amount of fuel expected to remain overhead the aerodrome of intended
landing should follow every check.

Fuel Alternates

An aerodrome suitable in all respects for use as an alternate, if a landing cannot be
made at the intended destination, must be identified on both the pilot navigation log
(plog) and on the ATC flight plan.

When the planned alternate aerodrome is in the same busy area as the destination, for
instance Hong Kong and Macau, the track miles on which the fuel requirement for
flying to the alternate is calculated should be realistically assessed taking account of
the extended routeing which can reasonably be expected during busy periods.

Minimum Fuel

Under ICAO terminology, ‘minimum fuel’ describes a situation in which an aircraft’s
fuel supply has reached a state where little or no delay can be accepted.
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8.6.2

8.7

8.8

8.8.1

8.8.2

8.8.3

Minimum Fuel. For operations under a Hong Kong AOC, the minimum fuel with
which the aircraft must land is an amount equal to 30 minutes holding at a height of
1500 ft at the planned landing weight. Where it becomes apparent that a flight is likely
to land with less than minimum fuel, the commander is to declare an emergency.

ETOPS

Operations manuals should, if applicable, specify fuel planning requirements and
procedures for flights operated under Extended Range Twin Operations (ETOPS)
rules.

Fuel Planning - Specific Requirements

At the planning stage the quantity of fuel required to be on board before the aeroplane
departs should be calculated and recorded. Only those procedures that are specified in
operations manuals may be used.

Normal Planning. For most flights, the formula for calculating before flight the amount
of fuel required is the sum of:

@ start-up and taxy fuel;
(b) sector fuel;

©) alternate fuel i.e. fuel for a missed approach procedure and then from overhead
the intended destination airfield to a suitable alternate;

(d) holding fuel, i.e. fuel to hold and make an approach at the most critical
alternate aerodrome, calculated as follows:

Q) in the case of propeller-driven aeroplanes, fuel to hold for 45 minutes
and carry out an approach and landing; or

(i) in the case of turbo-jet aeroplanes, fuel to hold for 30 minutes at 1500
feet above the aerodrome under International Standard Atmosphere
(ISA) conditions and carry out an approach and landing;

(e contingency fuel i.e. not less than 5% of the sum of Sector fuel and Alternate
fuel.

NOTE: Account should be taken also of additional amounts such as those listed in
paragraph 8.3.

Use of En-Route Alternate (ERA). The normally calculated contingency fuel can be
reduced by use of a nominated ERA as follows:

@) The ERA must be an adequate aerodrome which is open. The forecast weather
must be such that a landing can be assured.

(b) 5% of the fuel required to fly from overhead or abeam the ERA to the
destination may be substituted for the contingency element of sector fuel, but
cannot be less than that required to cruise from that position for 5 minutes at
the then all-up weight of the aeroplane.
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8.8.4

8.8.5

8.9

8.9.1

8.9.2

Use of Remote Aerodromes. When the destination aerodrome is geographically
isolated and has no suitable alternate within a reasonable range, the alternate and
holding fuel can be substituted by a holding reserve. The following conditions shall be
satisfied:

@ the holding reserve shall be not less than two hours fuel at normal cruise
consumption at the all-up-weight applicable to arrival overhead the
destination;

(b) the holding reserve shall be related to statistical data on local weather
conditions and sufficient for holding for a time period based on this data;

) aerodromes designated ‘Remote’ shall be listed in the operations manual; and

(d) the latest point of diversion between the remote aerodrome destination and a
suitable en-route diversion shall be calculated.

Reclearance in Flight. When a flight cannot depart with the total fuel calculated in
accordance with the normal planning formula, dispatch may be achieved by the
operator nominating a suitable aerodrome en-route as the destination with the intention
of obtaining a reclearance in flight to the original destination, if the commander is
satisfied that:

@) the nominated destination aerodrome is both suitable and available with the
weather forecast satisfactory for landing; and

(b) the fuel on board, when passing over or abeam the nominated aerodrome
en-route, is sufficient to satisfy the normal planning formula from that point to
the original destination.

NOTES:(1) Pilot navigation logs must show the name of the aerodrome en-route
that is used for this planning purpose; the weather conditions relating
to both destination and nominated en-route aerodromes must be
recorded.

(2) Some Authorities are not willing to have aerodromes in their
jurisdiction nominated as a destination, if that is not the intention, as
may be the case in this procedure.

Fuel Management - En-Route

General Requirements. Airborne fuel usage must be monitored, with the aim of
ensuring that throughout the flight the fuel on board remains sufficient to satisfy the
requirements listed below. Clear instructions must be given on the action the
commander must take i.e. range of options requiring consideration, if at any stage it
appears that the fuel on board is less than required.

Company Minimum Reserve (CMR). This is the minimum, normal fuel state on arrival
at the destination missed approach point (MAP). It is the sum of:

@ The fuel required to proceed to the chosen alternate airport; and

(b) Contingency fuel applicable to (a); and
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8.9.3

8.9.4

8.9.5

8.9.6

8.10

8.10.1

8.10.2

©) Sufficient fuel to enable, in the case of turbojet-powered aircraft, the flight to
hold for a period of 30 minutes at a height of 1500 ft at the aircraft’s planned
landing weight at the alternate airport.

Use of En-Route Alternate (ERA). For flights that use the ERA formula, on passing
overhead or abeam the ERA, the fuel expected to remain at the MAP of the intended
destination should not be less than CMR.

Use of Remote Aerodromes. For flights that use the remote aerodrome conditions, on
passing the latest point of diversion the fuel expected to remain overhead the intended
destination should not be less than the holding reserve. Crews must, before passing this
point, obtain the weather conditions existing at the destination and a current forecast
for the time of expected arrival.

Reclearance in Flight. For flights that use the reclearance in flight procedure, when
passing over or abeam the nominated destination aerodrome (reclearance point), the
fuel expected to remain at the MAP of the original destination should not be less than
CMR.

Fuel Balancing. On multi-crew aircraft the instructions for fuel balancing must cover
the following points:

@) if an abnormal fuel feed procedure is used to balance fuel, the aircraft
commander must be informed and at least two flight crew members must
monitor the operation; and

(b) when balancing fuel on aircraft with more than two engines, one engine, where
practical, should remain on direct feed from tank to engine. Preference should
be given to an engine with an operative electrical generator and where
applicable a hydraulic pump.

Predicted Reduced Fuel State - Destination

A fuel progress chart must be included as part of the CFP for each flight made for the
purposes of public transport, in order to predict a flight’s arrival fuel at its destination.
Periodic entries made at regular intervals by the crew, enable a perception to be made
of how well the flight is doing in relation to the planned fuel progression and enables
the crew, at some point along the route, to determine with fair accuracy, whether the
flight will arrive at the destination with the required amount of fuel — the CMR - on
board.

General Requirements. If it becomes apparent that the fuel remaining is close to the
CMR, the commander must have clear instructions on the actions he must take.

Whilst en-route, options generally available are:

@) adjust aircraft speed;
(b) obtain a more direct routing;

(c) fly at a different flight level,
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(d) land and refuel; or
(e) select an alternate aerodrome which is closer to the destination airfield than

8.10.3

8.10.4

8.10.5

8.10.6

that specified in the ATC flight plan and so reduce the CMR.

Where a flight has been despatched with less than the required fuel, for example when
utilising an ERA, early fuel checks will naturally show that the predicted fuel
remaining will be less than CMR. As the flight progresses, updated assessments of the
fuel remaining at the destination will continue to be made. The decision, in the light of
the fuel required, regarding continuing to the destination or diverting to an en route
airport, should be made at a point where diversion is still feasible.

If en route it becomes obvious that a flight will not arrive at the destination with the
required CMR, the flight may continue to the planned destination, provided that the
fuel remaining on landing will be not less than an amount equal to that which would
enable the aircraft to hold for 30 minutes at 1500 ft at the anticipated landing weight —
i.e. Minimum Fuel — and ALL of the following conditions are satisfied:

(@  There must be at least two geographically separate runways available for use
which meet the performance criteria for the aircraft; and

(b)  There must be no ATC delays forecast for the flight’s ETA at the destination;
and

(c)  The actual weather and that forecast for the flight’s ETA at the destination must
be at, or better than, the alternate planning minima for the non-precision
approach aid with the higher minima serving the two runways being considered
in (a) above and, in addition, the surface wind is within the normal crosswind
limits for the aircraft type.

Where these conditions are not satisfied, the flight must divert to an en route airport for
refuelling.

After Commencing Descent

If, after commencing descent, an unforeseen situation develops which may prejudice
arrival at the destination MAP with CMR fuel, the flight may continue to the
destination airport provided that the fuel remaining on landing will be at least equal to
Minimum Fuel. However, the commander must, in electing to continue rather than
proceed to the alternate, ensure that all relevant factors are taken into consideration
with particular reference to the reason for the delay, weather deterioration and runway
availability at the destination and alternate. If at any time it becomes apparent that a
flight cannot be completed with Minimum Fuel available upon landing, an emergency
must be declared.

Delays Exceed Expectation. Operators must make clear what action is to be taken by
commanders, if the fuel remaining could reduce or has reduced below the amounts
derived from the considerations listed 8.10.4 and 8.10.5.
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10

10.1

10.2

10.3

10.4

10.5

10.6

10.7

10.8

FUEL PLANNING AND MANAGEMENT - HELICOPTERS

Cancelled - refers to CAD 360 Helicopter Supplement

CHECK-LISTS

The drills and checks to be followed including those for emergency and abnormal
conditions should be listed in full in the operations manual in the form of expanded
check-lists. In addition, abbreviated working check-lists should be provided on the
flight deck for the use of the flight crew.

The check-lists and drill cards provided by an operator for use by his crews must
correctly reflect the requirements, instructions, drills and procedures specified in the
aircraft’s Flight Manual.

Instructions on how to use the checklists and drill cards should be provided in the
manual. For convenience in handling, the check-list for normal operations should be
separate from the abnormal and emergency check-list. The colour of the emergency
and abnormal check-lists should be sufficiently distinctive to avoid them being
mistaken for other volumes. They must be stowed on the flight deck separately from
other documents in such a manner as to be immediately ready for use.

Separate check lists or drill cards must be provided for each flight crew member,
including the flight engineer if appropriate. In ‘single pilot’ aircraft, check lists can be
supplemented by placarding vital actions for final approach and landing.

All check lists or drill cards must be of a quality sufficient to withstand heavy wear and
remain legible. The design and utilisation of checklists shall observe Human Factors
principles.

Details of cabin crews’ ditching, crash landing and emergency evacuation drills should
be readily available. This may be achieved either by issuing to each cabin crew a copy
of their emergency drills - which they should be required to carry with them - or
stowing the drill cards at appropriate positions in the cabin.

On multi-crew aircraft, instructions must be given that check lists are always to be used.

On single pilot aircraft the operator may allow in-flight drills to be carried out from
memory but must ensure that a check list is readily available to the pilot. Memorised
drills must be carried out strictly in accordance with the check list and emergency drills
must be verified as soon as possible by reference to the check list.

On multi-crew aircraft, drills should be so constructed that the handling pilot, as far as
possible, has only to control the aircraft’s flight path and cross check the correct
selection of a lever or a switch before it is used. The use of responses such as “SET” or
“AS REQUIRED” should be avoided and are better replaced by a specific indication
of what is required.
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10.9  Where emergency and abnormal drills do not include all the necessary items and
actions to re-land, a clear instruction referring the crew back to the normal check-list
must be made.

10.10 An abbreviated version of the normal check-list may be produced for use by training
captains whilst on circuit training. This should retain the sequences of the normal
check-list.

10.11 Each page of a check-list must be dated and the amendment state of the check-list
ascertainable by means of a simple amendment record. This record should be
incorporated at a suitable place in the check-list.

10.12 The following items, where applicable, must be included at the appropriate point in the
normal check-list (the actual form of words may be varied):

@ crew seats, seat belts and harnesses fastened/locked for take-off and landing;
(b) flying controls unlocked and checked for freedom of movement;

©) cabin prepared for take-off and landing;

() reference speeds noted and/or bugs set and cross checked:;

©) instruments checked before take-off and prior to commencing approach;

()] altimeters set and cross checked and required setting (QFE, QNH, QNE) at
each stage of flight;

(9) pre-take-off/landing signal to cabin crew - PA or chime;

(h radio aids set and identified (by more than one crew member on multi-crew
operations)

(i) RTOW and performance data checked valid for runway in use immediately
before take-off;

() performance data for approach and landing (normally before commencing
descent);

(K) MSA check prior to descent.

10.13 There should be check-list prompts requiring the aircraft commander to brief the flight
crew on the following topics:

@ Prior to take-off:

Q) the actions to be taken if an emergency occurs during or immediately
after take-off;

(i) special techniques for take-off in crosswinds and on wet or otherwise
contaminated runways;

(i) noise abatement procedures;

(iv)  selection of radio aids; and

(V) selection and checking of reduced thrust for take-off, when permitted.
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(b)

NOTE:

Prior to landing:

(i) selection of radio aids;

(i) missed approach procedures;

(iii) ~ any special techniques or system configurations for landing; and
(iv) selected alternate for diversion.

It is not necessary to include these items in detail if suitable instructions are
provided elsewhere. The word “briefing’ is sufficient at the appropriate points
in the check-lists.

10.14 Abnormal operation check-lists should include such drills as:

(@)
(b)
(©)
(d)

hydraulic failures;
fuel system failures;
air-conditioning/pressurisation failures; and

electrical system failures.

10.15 Examples of emergency drills to be covered are as follows: (Note - memory actions are
annotated M)

- engine failure on take off
* rejected take off at or before Vy drill (M)

* after V; (instruction must be given that drills are not to be performed before

reaching a minimum safe altitude)

* engine fire/failure after V, drills, could include after take off check

- engine shut down

- engine fires (M)

- propeller malfunctions (M)

- fuel filter de-icing

- relighting of turbine engines and relight envelope graph

*

instant relight (M)

* normal relight

- restarting reciprocating engines and restart envelope graph

- bus bar and other serious electrical failures (M)

- pressurization failures

- emergency descent (M)

* to include use of oxygen mask and microphone (M)

- malfunction of power control systems

- cabin and hold fires
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smoke removal

*to include maximum IAS for flight with direct vision window open if
permissible

landing gear fires

landing

* with gear asymmetry

* with gear up

* ditching

evacuation drills

pilot cockpit pre-evacuation drills (M) following
* crash landing

* ditching

* rejected take off to be followed by evacuation
* normal landing, or

* at any other time whilst on the ground

imminent overrun of manoeuvring area drill (M)

bomb-on-board warnings.

11 USE AND CHECKING OF ALTIMETERS

11.1  Operators must have a clear policy on altimeter setting procedures, particularly their
use of QFE and QNH; this policy must be clearly described in operations manuals to
cover all phases of flight.

11.2  This policy must incorporate:

(@)
(b)

Chap 4/24

Pre-flight serviceability tests;

Flight crew altimeter setting procedures, including:
(i) the setting to be used for each phase of flight;

(i) the correct challenge and response for altimeter cross-check(s),
particularly during climb, descent and approach and when nearing an
assigned altitude/level;

(iii)  alternative settings and procedures, if appropriate, for use when QFE
is either not available or cannot be used e.g. at high altitude
aerodromes;

(iv) the manner of checking and of use of any radio altimeter(s) ;

(v) special precautions to be taken if an altimeter is suspect or becomes
unserviceable in flight;
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(vi)

(vii)

(viii)

(ix)

(x)

(xi)

(xii)

(xiii)

(xiv)

Part ONE

confirmation that, unless special conditions exist, the standard setting
procedure will be used irrespective of which seat the handling pilot
occupies on take-off;

the annotation of check lists with the actual setting to be used e.g.
QNH/QFE; phrases such as “altimeters set” should not be used:;

the correct report of altitude/level changes to ATC; such reports
should not be made before reaching or leaving a particular
altitude/level;

provision for one altimeter to be set to the appropriate QNH, when
flying at or near to the MSA; this has particular relevance to
single-pilot unpressurised aircraft.

a check of aerodrome elevation during the approach phase; this is to be
cross-checked to establish the difference between QFE and QNH,
when QFE is used for landing;

the procedure for indicating decision heights for landing, e.g. a figure
in the navigation log, altimeter *bugs’ and/or landing data cards;

the requirement for crews to inform ATC prior to its commencement
if it is intended to use QNH settings throughout a radar approach
procedure;

the calls to be made by monitoring pilots or auto calls during
instrument approaches i.e. at the outer marker or equivalent, 500 feet
above runway elevation, 100 feet above DA/DH or MDA and minima.
The calls and responses required for approaches in Category 2 or 3
weather minima conditions will need to be specified in greater detail;
and

the procedures to be used when flying in airspace where metric units
are in use. If no metric altimeter is fitted, detailed instructions must be
provided on the method of cross-checking conversions from metres to
feet and vice-versa.

EMERGENCY EVACUATION PROCEDURES

Procedures for the evacuation of an aircraft and care of passengers following a forced
landing, ditching or other emergency are to be specified. Much of the information will
be descriptive but the basic drills to be followed by the various members of the aircraft
crew must be summarised and tabulated. Particular attention should be paid to the
following points:

(@)
(b)

(©)

the correct setting for pressurisation system controls prior to ditching;

the ground positioning of the aircraft relative to the wind, wherever possible, to

allow for the safest possible evacuation in the event of an aircraft fire;

the use of emergency escape chutes and evacuation slides/rafts;
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13

14

141

(d) the fitting of life-jackets to small children and the use of flotation cots;

Q) the briefing of passengers and warning of impact;

()] flight deck drills should be memory drills and all flight deck crew members
should carry them out in a coordinated manner, when ordered to do so by the
captain;

(0) cabin drills should nominate individual responsibility for initiating evacuation
and detail cabin crews’ duties inside and outside of the aircraft;

(h) the location and use of each item of emergency and survival equipment. Any
variation between such equipment carried in individual aircraft of the same
type must be shown;

Q) the carriage of disabled passengers, how they are dealt with, should an
emergency evacuation of the aircraft be necessary, and any need to carry
additional cabin crew; the aircraft commander must be informed when
severely disabled persons are on board; and

() the procedure for warning the cabin crews of any emergency which might
require the rapid evacuation of passengers from the aircraft.

NOTES: (1) Operators may be required to arrange a demonstration emergency
evacuation, if concern arises as to the effectiveness of procedures that
are proposed.

(2) If electrical power is maintained or re-applied after an accident or
incident, the Flight Data Recorder (FDR) or Cockpit Voice Recorder
(CVR) may continue to run and hence obliterate accident or incident
data. Crews should wherever possible ensure electrical isolation of the
FDR/CVR, particularly if re-applying power.

RADIO WATCH

Radio watch instructions must contain the requirement for a continuous watch on
operational frequencies not equipped with SELCAL and shall include the requirement
for flight crews to monitor distress frequency 121.5 MHz at all times when
operationally possible.

ROUTE GUIDE

The route guide provided in accordance with the provisions in Schedule 11 of the
AN(HK)O should be a volume or series of volumes separate from the rest of the
operations manual. Information in the AIP, AIC, NOTAM and AIRAC shall be taken
into account in the development of route guide. Aerad, Jeppesen or similar
publications will normally meet the requirement, provided that flight crews are given
adequate advice on the route to be followed. An operator providing his own guide
should ensure that it meets the needs of crews in every respect. If flights are to be made
only on airways or Advisory Routes (ADRs), it will be sufficient to include instructions
to that effect; otherwise routes regularly flown should be specified in detail, normally
on prepared navigation flight plans. For other flights, routes should be specified in a
commander’s flight brief, a copy being retained at base. Operators are not required to
lodge copies of standard Aerad or Jeppesen flight guides with the CAD.
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14.2

1421

14.3

144

145

15

151

15.2

16

16.1

Particular care should be taken to ensure that adequate information is provided on
search and rescue facilities, obstructions in the approach pattern, radio failure
procedures, prohibited and danger areas and standard Terminal Manoeuvring Area
(TMA) routeings. Only recognised instrument approach or let-down procedures in
general use should normally be included in the flight guide. Exceptionally, a special
‘break cloud’ procedure proposed by the operator may be considered by the CAD,
provided it is acceptable to the appropriate Airport Authority. Proposals to use such
special procedures, accompanied by the associated aerodrome operating minima,
should be submitted to the Flight Operations Inspectorate.

Neither Jeppesen nor Aerad approach plates display the vertical limits of controlled
airspace, although this information is available on some area and en-route charts.

Normally, the cancellation of Instrument Flight Rules (IFR) flight plans at night or in
congested terminal areas should be prohibited and instructions to this effect included in
the operations manual. If an operator does not wish to impose a total prohibition,
detailed instructions should be included in the operations manual, setting out the
minimum conditions that must be satisfied before cancellation of an IFR flight plan.

NOTE: Aircraft are not permitted to fly under VFR at night in HK airspace. A visual
approach does not require the cancellation of an IFR flight plan (see ICAO
definition of visual approach).

In some circumstances an abbreviated approach procedure may be adopted; the
conditions under which this procedure may be followed should be detailed in the
operations manual.

In order to facilitate effective monitoring of an instrument approach by members of the
flight crew, operators of multi-crew aircraft should provide for use on the flight deck
at least two copies of the Instrument Approach charts to be used.

METEOROLOGICAL REPORTS FROM AIRCRAFT

Reference to meteorological reports from aircraft in flight should be based on the
information and guidance in the Hong Kong Aeronautical Information Publication
(AIP) and/or on any special requirements of foreign authorities.

Reference to reports on volcanic activities from aircraft in flight and report made after
landing should be based on the information and guidance in the Hong Kong
Aeronautical Information Publication (AIP) and/or on any special requirements of
foreign authorities.

MINIMUM SAFE ALTITUDES

Minimum safe altitudes are to be prescribed by the operator for each sector from
take-off, on each route to be flown, including routes to alternate aerodromes. For this
purpose ‘sector’ means the intended track from a reporting or turning point to the next,
until the aircraft starts the instrument approach procedure or joins the traffic pattern at
the aerodrome to be used for landing. Minimum safe altitudes must be specified by the
operator in the appropriate volume of the manual, in a prepared navigation flight plan
or in the commander’s flight brief.
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16.2  To provide the commander with guidance for the calculation of minimum safe altitudes,
when he is obliged to depart from the planned or normal route, operators must include
a formula in the manual, expressed as simply as possible, from which the minimum
safe altitude can be calculated. The formula must secure at least the normal terrain
clearance standards laid down by the operator,

16.3  When specifying minimum safe altitudes, operators must take account of local
regulations.

16.4  The criteria upon which minimum safe altitudes are based, related to the track guidance
facilities available to the commander. The minimum acceptable standards are as below;
however such standards are modified when flying over high terrain or when the
ambient air temperature is very low. These variations are covered in paragraphs 16.5
and 16.7.

16.4.1 For general application. Where the terrain or obstacle is 5000 feet Above Mean Sea
Level (AMSL) or lower, the minimum safe altitude is 1000 feet above the highest
terrain or obstacle within 20 nm of the route centre line. Where that terrain or obstacle
is higher than 5000 feet AMSL, the minimum safe altitude is 2000 feet or more above
the highest terrain or obstacle within 20 nm of the route centre line.

16.4.2 For flight in controlled airspace. Where the track is well defined by two separate aids,
the minimum safe altitude is 1000 feet above the highest terrain or obstacle within 10
nm of the route centre line. Where the highest terrain or obstacle, within 10 nm of the
route centre line, is higher than 5000 ft AMSL, the minimum safe altitude is 2000 feet
or more above that terrain or obstacle. When the sector length between navigational
aids which define turning points is such that the aircraft could be more than 5 nm from
the centre line, due to inherent errors in the system used to define an airway, the limit
of protection must be increased by the extent to which the divergence exceeds 5 nm.

16.4.3 For radar controlled flight within 25 nm of the aerodrome of departure or intended
landing. The minimum safe altitude is 1000 feet above the highest terrain or obstacle
within 5 nm of the intended track. Commanders must be instructed to monitor all radar
instructions by reference to other aids and be reminded that, when under radar control,
it is their individual responsibility to ensure adequate terrain clearance. Minimum safe
altitudes within 25 nm of aerodromes are referred to as minimum sector altitudes.

16.4.4 Use of flight guides. An operator may use minimum safe altitudes and minimum sector
altitudes given in a recognised Flight Guide, provided that the basis of the publisher’s
calculations will give at least an equal standard to that required by this section. If
necessary, corrections can be made and promulgated in the manual so that the
prescribed vertical separation is maintained.

16.5 Corrections to Planned Minimum Safe Altitudes for Flights Over High Ground
When the selected cruising altitude or flight level or one-engine-inoperative stabilising
altitude is at or close to the calculated minimum safe altitude and the flight is within 20

nm of terrain having a maximum elevation exceeding 2000 feet, the previously
calculated MSA must be increased as follows:
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HEIGHT INCREASE FOR FLIGHT OVER HIGH GROUND

Windspeed in Knots

Elevation of terrain 0-30 31-50 51-70 Over 70
2000-8000 ft 500 ft 1000 ft 1500 ft 2000 ft
Above 8000 ft 1000 ft 1500 ft 2000 ft 2500 ft

NOTE: Relevant instructions must be included in the Operations Manual.

16.6  Manuals must include a reference to the effect of mountain waves on the maintenance
of vertical separation and instruct commanders to take suitable precautions when such
conditions are reported or forecast.

16.7  Adequate allowances to calculated minimum safe altitudes must be made when the
ambient temperature on the surface is much lower than that predicted by the standard
atmosphere. When the ambient temperature is lower than International Standard
Atmosphere (ISA) -15°C, the following additions to minimum safe altitude must be

made:
Lower than ISA -15°C Not less than 10%
" " ISA -30°C Not less than 20%
" " ISA -50°C Not less than 25%

16.8  For any route the maximum altitude obtainable with all power units operating, or the
appropriate stabilising altitude with one-engine-inoperative, must be greater than the
calculated minimum safe altitude for that route.

17 AERODROME OPERATING MINIMA (AOM) - TAKE OFF AND LANDING

17.1  Minima for airfields in regular use and associated alternates must be listed in the
operations manual, for take-off, landing and visual manoeuvring. For airfields visited
infrequently the minima may be listed in the commander’s brief; a copy must be
retained for 6 months.

17.1.1 Operators’ instructions on aerodrome operating minima are particularly important.
They should be stated clearly for the benefit of flight crew members. The instructions

and tables have two purposes:

@ to enable the commander to appreciate the operator’s intentions and
requirements; and

(b) to decide whether to commence or continue an approach.
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17.2

17.3

| 17.4

175
17.6

17.7

17.8

17.9

17.10

Minima for take-off and landing must be specified for each type of aircraft and for each
runway and associated approach aid at each aerodrome. Take-off minima will vary
with the performance group of the aircraft. Minimum values acceptable to the CAD
are shown at Appendix B of this Chapter. Landing minima, and the method of
calculation, are also shown at Appendix B. Landing minima can be calculated using
different methods from those detailed in this Appendix, but such minima must be no
lower than those derived from the Appendix. Operators of helicopters should consult
their assigned Inspector.

It is the responsibility of operators to establish and specify appropriate minima. The
CAD and its Inspectors cannot assume any responsibility for the minima specified and
every instruction issued. The operator must designate a suitably qualified person to
keep the instructions under review and amend, as necessary.

For normal operations (non-LVO) and for Take Off, operators are permitted to use the
minimum RVR, as amended by NOTAM, or as published on the appropriate approach
or aerodrome charts forming part of their operations manual, whichever is the higher.
Subject to the CAD’s acceptance, operator’s obligation to publish AOM may be
fulfilled by use of aerodrome and approach charts that have been published using Pans
Ops, Terps or other State criteria.

Guidance on the calculation of landing minima for Category Il and 11l operations is
given in CAD 359.

Minima and associated instructions must be presented so that the information is readily
available to and easily interpreted by the flight crew.

Only ‘notified” or approved instrument approach procedures may be included in the
tables. Runways or landing strips and approach aids which are not authorised for either
take-off or landing must be specified either in the AOM tables or by a general
instruction.

For the guidance of commanders, who may be obliged to take off from or land at
aerodromes for which values have not been specified, operators must give data and
instructions which allow for the calculation of minima. The data and instructions
should be expressed as simply as possible and secure, as a minimum the normal
operating standards observed by the operator. In these circumstances it may not be
practicable for the commander to give the same detailed consideration to all the
relevant factors as the operator. Therefore, the minima calculated in this way will
usually be higher than those which would have been precalculated. When an aircraft
commander calculates AOM in accordance with these criteria, the calculations must be
retained with other flight documentation.

Operators must state that a commander is authorised to exercise discretion and apply
minima higher than those prescribed by the operator, when it is necessary to secure the
safety of the aircraft.

Minima for commanders with limited experience on type shall be established.
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17.11 Selection of Alternate Aerodromes

17.11.1 Alternate aerodromes designated by the operator must be specified either in the manual
or in the commander’s flight brief. Instructions must be given on the factors to be taken
into account by commanders in the selection of alternates for particular flights.

17.11.2 When the weather conditions are below landing minima at the departure aerodrome,
take-off is prohibited unless a suitable return alternate is available within a specified
time or distance, as set out below:

Number/type of engines Time/distance at one-engine-inoperative speed
4 turbine 120 minutes or 500 nm ) whichever

4 piston 90 minutes or 400 nm ) is the less

3 turbine 90 minutes or 400 nm )

3 piston 60 minutes

2 turbine 60 minutes

2 piston 30 minutes

2 turbine (helicopters) 60 minutes

NOTE: For advice on limits for aircraft not included in the table the operator should
consult their assigned Inspector.

17.11.3 At the flight planning stage, operators using Category Il and Category Il equipped
aircraft must consider the possibility of a failure preventing this operation and ensure
that the alternate chosen, has weather that is forecast to be at or above Category I limits.

17.12 Take-off Minima

17.12.1 Minimum conditions for take-off must be specified in terms of Runway Visual Range
(RVR) and, where State Minima requires, cloud ceiling, and full account taken of all
relevant factors. See paragraph 2.5 of Appendix B to this chapter for procedure when
RVR is not reported. Factoring of meteorological visibility for take-off is not
permitted.

17.12.2 Special rules applicable to certain types of aircraft are discussed in paragraph 17.16.
17.13 Landing Minima

17.13.1 The Approach Ban. A statement must be made setting out in what circumstances an
approach may or may not be started or continued, based on the provisions of the
AN(HK)O. The approach ban is applied to all intended approaches to land by a public
transport aircraft. In effect, an aircraft making an approach to land may only descend
below 1000 ft above the aerodrome elevation when the RVR, factored meteorological
visibility or meteorological visibility reported for the intended runway or direction of
landing is equal to or better than the minimum RVR or visibility specified for that
runway or direction of landing, appropriate to the type of approach i.e. precision,
non-precision or visual. The ban will apply even when the specified visual reference,
as distinct from RVR, may have been achieved at or above 1000 ft above the
aerodrome. Also an aircraft shall not continue an approach to land by flying below the
relevant specified Decision Height/Altitude or the relevant specified Minimum
Descent Height/Altitude, unless from that height/altitude the specified visual reference
for landing is established and is maintained.
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17.13.2 Decision Height/Altitude and Minimum Descent Height/Altitude. A Decision
Height/Altitude (DH/A) or a Minimum Descent Height/ Altitude (MDH/A) must be
specified for each precision and non-precision instrument approach procedure
respectively for each runway or landing strip used. In determining the appropriate
height or altitude, account must be taken of all relevant factors. The method of
calculation is described at Appendix B of this Chapter.

17.13.3 Runway Visual Range (RVR). Minimum values of RVR must be specified by the
operator. For aerodromes and runways where RVR is not measured, operators must
specify the minimum reported visibility below which an approach to land cannot be
commenced or continued. The relationship between RVR and meteorological
visibility is shown at Appendix B of this Chapter.

17.13.4 Increments to minima. These are to be applied to specified values of DH/A, MDH/A
and RVR for commanders with only limited experience on the type of aircraft.
Appropriate increments must also be applied when any unserviceability of
instrumentation or systems significantly affects the performance and/or handling of
the aircraft.

17.14 Minima for Visual Landing

17.14.1 RVR or equivalent RVR or meteorological visibility must be established for all types
of approaches to any runway; these minima apply also to partial or complete visual
circuit and cloud break procedures. Details are given at Appendix B of this Chapter.

17.14.2 Minima consisting of an MDH/A, flight visibility, RVR or equivalent and a visual
reference are to be specified for an instrument approach procedure to be followed by
visual manoeuvring (circling) for landing. These minima apply where a pilot uses a
radio aid to position, to within sight of the aerodrome, and then makes a partial
circuit or other significant manoeuvre to line up for the approach and landing, e.g. a
change of track of more than 30°.

17.14.3 The minimum height for all forms of circling is determined by reference to the
relevant chart or AIP, consistent with the handling and performance characteristics
of the aircraft. Absolute minima are given at Appendix B of this Chapter.

17.14.4 At some aerodromes it is necessary to restrict circling to a particular segment of the
circuit, e.g. north of the extended centreline only, because of major obstacles or high
ground. Any such restriction must be clearly indicated in the lists of operating
minima.

17.14.5 For a visual circuit after a visual approach or when manoeuvring after an instrument
approach, visual contact must be maintained with the ground. This will allow the
aircraft to be positioned in relation to the aerodrome and remain within any notified
visual manoeuvring area. Exceptionally, if visual reference is lost when circling to
land from an instrument approach, the missed approach specified for that particular
procedure must be followed. An initial climbing turn will be made towards the
landing runway and, when overhead the aerodrome, establish the aircraft climbing
on the missed approach track. As the circling manoeuvre may be accomplished in
more than one direction and depending when visual reference is lost, different
patterns will be required to establish the aircraft on the prescribed missed approach
course.
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17.15 Specification of Visual Reference

17.15.1 For precision approaches, instructions must be given on the minimum visual reference
required at Decision Height (DH) or Decision Altitude (DA) and thereafter. The visual
reference segment must contain sufficient physical features so that the aircraft’s
position relative to the desired flight path can be identified. It must include an element
for lateral control, e.g. a cross bar of the Calvert approach lighting system or barrettes
on approach lighting systems, where there are no cross bars.

17.15.2 The specified visual segment of a full Category Il or 11l approach should contain the
appropriate number of runway or approach lights.

17.15.3 For approaches using other aids and, when approach lighting is not available, the
specified visual reference must include the desired point of touchdown, the “aiming
point”, on the runway of intended landing. If approach lights are available, it is not
essential that the aiming point is in view at the MDH/A but the segment of lighting
specified must contain at least 7 lights, which may be approach lights or runway lights
or a combination of both.

17.15.4 Specifying visual references in diagrammatic form is permitted, provided that the
specifications meet the above criteria.

17.16 Special Rules for Certain Aircraft

Certain groups of aircraft are subject to special statutory provisions in respect of
aerodrome operating minima (see Schedule 15 of AN(HK)O). These limitations
should be taken into account in establishing minima, which should be marked where
necessary for operations by day only. If the operator’s limitations because of the effect
of the Regulations - are based on a specially reduced take-off weight, this must be
indicated clearly in the listed minima.

17.17 Aerodromes Without Approach Aids

A statement must be made in the operations manual that aeroplanes with a maximum
total weight exceeding 5700 kg, engaged in the public transport of passengers, are
prohibited from operating into and out of an aerodrome not equipped with radio and a
radio navigation aid, either at the aerodrome or elsewhere, to assist in the location of
and approach to the aerodrome. Operators wishing to develop an instrument approach
procedure at an aerodrome without approved aids should contact their assigned
Operations Inspector.

17.18 State and Special Minima at Foreign Aerodromes
17.18.1 Most foreign countries set mandatory operating minima which require compliance. In
some instances, however, the authorities may permit the use of lower minima, on

application by a Hong Kong operator and in consultation with the CAD.

17.18.2 It is the responsibility of the operator to make a fresh application for special minima
following changes in aerodrome facilities or other factors.
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17.19

Heliport Operating Minima

17.19.1 No approach to land under instrument flying conditions to any heliport when the

18

19

191

19.11

19.1.2

19.1.3

visibility is below 800M should be carried out unless RVR information or other means
of accurate information is available.

HELICOPTER OPERATIONS OVER WATER

Cancelled —refers to CAD 360 Helicopter Supplement

LOADING
Loading Instructions

In order to carry cargo in what would normally be the passenger cabin an approved
modification is usually necessary, taking into account the airworthiness requirements
for the particular type of aircraft and the flight manual limitations.

NOTE: The requirements to be satisfied in order to gain approval for the carriage of
cargo in passenger compartments are given in CAD 360 Part 2 Chapter 4.

The approval reference number of the appropriate approved modification must be
shown in the operations manual or, if the CAD has deemed that a modification is not
necessary, the basis for the CAD’s acceptance.

Where no approval/acceptance has been granted and shown in the manual, cargo must
not be carried other than in designated cargo compartments.

Instructions must provide guidance for traffic staff, handling agents and aircraft crew,
as appropriate, on the loading, weight and balance of an aircraft and include
instructions on:

@) Controlling and promulgating the basic or Aircraft Prepared for Service (APS)
weights and indices. Where used, all items of equipment that convert basic to
APS weight must be listed,;

(b) regulating the carriage and stowage of baggage and cargo in passenger
compartments, including instructions on the amount of hand baggage allowed
and how it is to be stowed. Emergency exits, gangways and dinghy launching
stations must be kept clear during taxying, take-off and landing;

(© carriage of Dangerous Goods;

(d) limitations on floor loading, the strength and distribution of attachment points,
use of weight spreading devices and positioning and securing of ballast;

(e) checking that items of cargo or baggage allocated to particular compartments
or holds are distributed and restrained correctly The person responsible for the
trim of the aircraft must give written instructions to the person responsible for
loading the aircraft;
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()] advising the aircraft commander and cabin crew of seating restrictions;

9) the effect of the maximum zero fuel weight, landing weight restrictions at
planned destination, take off and climb performance requirements at the
departure aerodrome and en route performance requirements on Regulated
Take-Off Weight (RTOW);

(h) the care and maintenance of Unit Load Devices (ULD), responsibilities for
ensuring their fitness for use prior to loading and the procedure for directing
damaged units to an approved organisation for repair;

Q) fuel loading limitations;

() where appropriate, limitations on loading for ferrying aircraft with one engine
inoperative, Certificate of Airworthiness (C of A) tests or any other
non-standard flight; and

(K) where applicable, the use of the standard weights or any notional weights given

in exemptions granted by the CAD.

19.2  Cargo Loading Instructions

These instructions must include the following additional details:

(@)

(b)

(©)

(d)

(€)

()

(9)
(h)

)

diagrams and dimensions of cabin bays and cargo holds and compartments to
facilitate the pre-planning of cargo distribution;

the strength and usable directions of all lashing points and/ or rings and details
of the spacing between lashing points;

the types and working strengths of lashing provided, and stowage, when not in
use;

instructions concerning the loading of stretchers, carriage of livestock or other
unusual loads;

where appropriate, the handling, loading and securing of pallets or containers;

a care and maintenance programme for ULDs; these include cargo containers,
nets and pallets. Guidance must be given to both loading and maintenance
personnel on the division of duties in respect of ULD serviceability;

instructions on the use of passenger aircraft for the carriage of cargo;

guidance on the duties and responsibilities of individuals when making cabin
configuration changes. These changes require a Certificate of Release to
Service (CRS). Further information on these procedures can be obtained from
the Airworthiness Office;

where appropriate, instructions on the loading and securing of mail bags or
similar cargo, including checking for leakage or spillage and consequential
aircraft contamination; and

a statement that a load/trim sheet cannot serve as a loading instruction and a
trim slide rule does not dispense with the requirement to complete a load sheet.
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19.3

194

19.5

19.6

19.7

19.7.1

The position of the laden centre of gravity must be given on the load sheet. For this
purpose, a trim sheet may be regarded as part of the load sheet, even though it can be
a separate document. The complete document must include particulars of how the load
is distributed and special attention paid to the wording of the loading certificate. This
may be met by establishing that the Centre of Gravity (C of G) lies within the permitted
limits and it is not necessary to determine the precise position, unless it affects aircraft
handling or other factors. The load sheet must bear the reference of the APS form used
and, if standard weights have been used, an endorsement to that effect.

Where a ‘loading plan’ method is used, the basic assumptions upon which the plan is
formulated must be given and must specify C of G limits more stringent than those
permissible under the C of A. It must also be stated that loading in accordance with the
‘plan’ ensures that the laden C of G always falls within the restricted limits. If this is
done, a simple statement on the load sheet that the laden C of G is between the
operator’s more stringent limits is acceptable.

Operators must provide traffic staff and handling agents, including agents at overseas
aerodromes, with:

@ loading instructions, including the principles of effective cargo restraint;
(b) current APS forms for all types, marks and variants of aircraft used; and
©) details of the RTOW and fuel load for each flight.

Where traffic staff and handling agents are responsible for calculating the RTOW,
operators must ensure that they are provided with all relevant information and are
competent.

Loadsheet Contents

The load sheet, together with the APS form, must account for all items of the laden
weight. Although they may not always be specified individually, the following are
examples of items to be included:

@ Fuel, water methanol, oil, hydraulic fluid, drinking water, toilet water, de-icing
fluid;

(b) passenger seats, children’s cots, cabin floor covering, removable bulkheads;
(© galley equipment including urns, hot cups;

(d) food and beverages to be consumed in flight;

(e bar stocks including the weight of the boxes or other containers;

()] navigation bag or aircraft library and navigation equipment, unless these items
are included in the APS weight;

(9) passengers’ hold baggage;
(h) passengers’ cabin baggage, unless this is accounted for elsewhere;

(i flight spares and tools, spare hydraulic or de-icing fluid;

() cargo;
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19.8

19.9

20

20.1

20.1.1

20.1.2

(K) aircraft crew baggage;

() dinghies, all life-jackets flotation cots, survival packs, blankets, pillows and
similar equipment;

(m) load spreading devices, lashing, ballast;
(n all items of removable equipment and removable radios carried; and

(0) when livestock is carried, food and necessary equipment.

Loadsheets must show whether actual, standard, or approved notional weights of
passengers and their baggage are used.

Helicopter Loading

Cancelled — refers to CAD 360 Helicopter Supplement

DANGEROUS GOODS, WEAPONS AND MUNITIONS OF WAR
Carriage of Dangerous Goods

The Air Navigation (Dangerous Goods) Regulations set out the applicable
requirements, including those relating to operators’ responsibilities. They require that
a written permission be issued by the CAD before the operators are authorized to carry
dangerous goods (DG) and such goods are carried in accordance with the International
Civil Aviation Organisation (ICAQO) Technical Instructions for the Safe Transport of
Dangerous Goods by Air. A Permission is granted when the CAD is satisfied as to the
adequacy of staff training and procedures.

Note: Detail requirements of these staff training and procedures can be found in
Schedule 11 to AN(HK)O, Appendix 2 to ICAO Annex 6, the ICAO Technical
Instructions for the Safe Transport of Dangerous Goods by Air (Doc 9284) and
Emergency Response Guidance for Aircraft Involving Dangerous Goods (Doc
9481) [Remarks: The latter two are being regulated by DG Office of APSD].

Certain items described generally as dangerous goods do not require a Permission for
carriage. These include aircraft equipment and stores, certain items carried by
passengers or crew and items required for use in flight to provide veterinary aid to an
animal or medical aid to a person. Guidance must be given on what items can be
carried in all these circumstances.

Note: Information on dangerous goods that may be carried without a Permission, and
associated limitations and conditions, may be found in the Air Navigation
(Dangerous Goods) Regulation, or ICAO Technical Instructions for the Safe
Transport of Dangerous Goods by Air. More detailed advice can be obtained
from the CAD Dangerous Goods Office.
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20.1.3

20.1.4

20.1.5

20.1.6

20.2

20.2.1

20.2.2

20.2.3

21

211

21.1.1

Operations manuals must state whether or not a Permission for the carriage of
dangerous goods is held.

Where a Permission is not held, DG information and instructions in accordance with
Schedule 11 to AN(HK)O and Appendix 2 to ICAO Annex 6 must still be included in
the operations manual. Other relevant staff training and procedures applicable to these
operators not authorized to carry DG (such as procedures to avoid the inadvertent
carriage of mis-declared DG on board aircraft specified under Doc 9284 or emergency
procedures specified under Doc 9481) must be included in the appropriate manuals
[Remarks: Provisions related to Doc 9284 and 9481 are being regulated by DG Office
of APSD].

Where a Permission for the carriage of dangerous goods is held, DG information must
be given to enable operator’s staff or the ground handling agent to carry out their
responsibilities. The instructions apply from the time dangerous goods are accepted
for carriage until they cease to be in the care of the operator or ground handling agent.
More detailed information on storage requirements is included at Appendix F to this
chapter.

Accidents and incidents arising from the carriage of dangerous goods are reportable
under the Mandatory Occurrence Reporting Scheme (see paragraph 24).

Carriage of Weapons and Munitions of War

Munitions of war may only be carried with the written permission of the CAD.
Munitions of war are any weapon, ammunition or article containing an explosive or
noxious liquid, gas or other thing which is designed or made for use in warfare against
the person. They include parts, whether components or accessories, for any such
weapon, ammunition or article.

It must be stated that the carriage of any munitions of war is prohibited without a
Permission.

NOTE: Sporting weapons, not being weapons originally designed as munitions of war,
may be carried with the approval of the operator and without a Permission,
provided they are unloaded, are carried as passenger baggage or as cargo, and
are stowed in a part of the aircraft that is inaccessible to passengers. The
passenger or shipper must furnish details about such weapons to the operator
before the flight. Ammunition for sporting weapons may also be carried
subject to such dangerous goods limitations as are applicable.

Accidents and incidents arising from the carriage of weapons and munitions of war are
reportable under the Mandatory Occurrence Reporting Scheme (see paragraph 24).
CARRIAGE OF ANIMALS

General

Operators who intend to carry animals must hold a current edition of the International
Air Transport Association (IATA) Live Animals Regulations. The Regulations give

guidance on such matters as the types of containers that should be used, labelling and
marking of containers, animal health and hygiene, feeding, loading and sedation.
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21.2.1
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21.2.4
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22.2

22.3

22.4

Livestock, Horses and Other Large Animals

Where livestock or other large animals are carried, the information must be given on
action in emergencies, as well as the carriage and use of animal first aid and emergency
kits, including the use of the captive bolt humane killer.

The determination of the weight of the consignment and where this weight is recorded
on the load-sheet must be given. Guidance on loading should include:

@ the weight, dimensions, construction, method of attachment and required
restraint for horse boxes or animal pens;

(b) the checks necessary, before loading horse boxes or animal pens, on the
general condition and serviceability of fitting and lashing points;

©) the loading of horse boxes and the tethering of horses;

(d) the stowage of loose equipment such as food and water containers and horse
paraphernalia; and

©) the number and type of food and water containers and the quantities of food
and water required, based on the duration of the flight and the number of
animals carried.

Instructions must be given on checking an aircraft after a flight on which livestock,
horses or other large animals have been carried for damage to the structure, fittings,
wiring etc and for any adverse effects resulting from high humidity and urination.

When horses are carried, the minimum number of grooms for particular loading
configurations must be specified.

GROUND HANDLING AND AIRCRAFT DISPATCH

Operators are responsible for the safe dispatch of their aircraft following cargo and
passenger loading, refuelling, cleaning, catering and the completion of preflight
maintenance and servicing. Any damage to the aircraft must be reported and assessed
for airworthiness significance prior to flight.

Instructions must be given to ensure that dispatch tasks are carried out in a standard
manner, that each task is fully and correctly completed, and that any damage is reported
immediately.

Instructions on training requirements, subcontracting policies, handling processes,
procedures and practices for all ground handling operations should be developed in the
form of a Ground / Aircraft Handling Manual.

Where dispatch tasks are contracted out to other organisations, contracts must include
the operator’s requirements for safe conduct of the task and the performance of the
contractor, in respect of safety, must be monitored regularly. Even when all or part of
the functions and tasks have been contracted to contractor, operators' ground handling
responsibility must be permanently maintained.
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23.1
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24.2

24.3

24.4
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24.6

ACCIDENT PREVENTION AND FLIGHT SAFETY

Operators are to establish and maintain accident prevention and flight safety
programmes under the supervision of a person specifically nominated for the purpose.
Operators should refer to CAD 739, which contains information and guidance on
Flight Data Analysis Programmes.

Note: Guidance on accident prevention is also contained in ICAO Doc 9422 -
*Accident Prevention Manual’.

ACCIDENT REPORTING

Provision must be made for all operating staff to have ready access to the prescribed
requirements for the reporting and investigation of accidents. In particular, operating
staff should be familiar with the definitions used in the legislation, the duty to furnish
information, and the rules governing the removal of damaged aircratft.

Instructions must be issued on the reporting of accidents occurring overseas to the
regulating authority of the country concerned and the action necessary to prevent
removal or interference with any part of the aircraft without proper permission. This is
in addition to operators’ existing responsibility to inform the Chief Inspector of
Accidents, Civil Aviation Department. The operations manual should contain the
address and telephone numbers of the Department.

If doubt exists on whether an occurrence is an accident or an incident, it should be
reported to the Department who will decide on its classification.

An operator shall ensure, to the extent possible, in the event the aircraft becomes
involved in an accident or incident, the preservation of all related flight recorder
records and, if necessary, the associated flight recorders, and their retention in safe
custody pending their disposition as determined in accordance with Hong Kong Civil
Aviation (Investigation of Accidents) Regulations. Flight recorder means flight data
recorder and/or cockpit voice recorder, where applicable.

To preserve flight recorder records, flight recorders shall be de-activated upon
completion of flight time following an accident or incident. The flight recorders shall
not be re-activated before their disposition as determined by the Inspector of Accidents
in accordance with Hong Kong Civil Aviation (Investigation of Accidents)
Regulations. Flight recorder means flight data recorder and/or cockpit voice recorder,
where applicable.

Documentation concerning parameter allocation, conversion equations, periodic
calibration and other serviceability/maintenance information of the flight data recorder
should be maintained by the operator. The documentation must be sufficient to ensure
that accident investigation authorities have the necessary information to read the data
in engineering units.
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28.1

OCCURRENCE REPORTING

Operators and commanders of Hong Kong registered public transport aircraft shall
submit to the CAD without delay, a report of any act of unlawful interference or any
other occurrence which may endanger or, unless corrected, would have endangered an
aircraft. Types of occurrence which must be reported are prescribed in the Air
Navigation (General) Regulations.

Operations manuals must specify the persons responsible for raising occurrence reports
and give such guidance as will enable them to comply with the statutory requirements.

Operators of aircraft that do not fall within the MOR scheme should include
instructions in the manuals on the procedure for the reporting of incidents.

Any accident notified in pursuance of the Hong Kong Civil Aviation (Investigation of
Accidents) Regulations shall not constitute a reportable occurrence for the purpose of
Mandatory Occurrence Reporting.

Operators must give guidance on the submission of Mandatory Occurrence Reports
(MORs) relating to Extended Range Twin Operations (ETOPS) aircraft. Any
occurrence report on aircraft types subject to ETOPS approval, must be prominently
annotated ‘ETOPS’.

LOW VISIBILITY OPERATIONS (LVO)

Operators wishing to operate to Categories Il or 111 limits are to submit their proposed
procedures to CAD for acceptance, prior to including such procedures in their
operations manual. HKCAD requirements for LVO are contained in CAD 359.

EXTENDED RANGE TWIN-ENGINED OPERATIONS (ETOPS)

Operators wishing to operate twin-engined aircraft for more than 60 minutes from an
alternate airport and which are not limited by the certificate of airworthiness to the
carriage of less than 20 passengers (ANHKO Schedule 15 regulation 4(5)), are to
submit their proposed procedures to CAD prior to including such procedures in their
operations manual, in order that permission may be granted. HKCAD requirements for
ETOPS are contained in CAD 513 for extended operations up to 180 minutes. Any
extension beyond 180 minutes will be considered by HKCAD and subject to operator's
compliance with information contained in FAA Advisory Circular No. 120-42B.

EXTENDED RANGE TWIN-ENGINED OPERATIONS - (NON-ETOPS)

Operators wishing to operate twin-engined aircraft for more than 90 minutes flying
time in still air at the all power units economical cruising speed from a suitable
en-route alternate aerodrome and which are limited by the certificate of airworthiness
to the carriage of less than 20 passengers, are to submit their proposed procedures
together with a safety assessment of the aircraft one engine inoperative capability to
CAD, requesting an exemption to the ANHKO Schedule 15 regulation 4(5).
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30.1

30.2

30.3

30.4

MIXED FLEET FLYING (MFF)

Operators wishing to conduct MFF are to submit their proposed procedures for MFF
training and MFF operations to CAD for approval, prior to including such procedures in
their operations manual. CAD guidelines for MFF are outlined at Appendix G.

PERFORMANCE-BASED  NAVIGATION (PBN) and MINIMUM
NAVIGATION PERFORMANCE SPECIFICATION (MNPS) OPERATIONS

The performance-based navigation (PBN) concept specifies that aircraft RNAV system
performance requirements be defined in terms of accuracy, integrity, availability,
continuity and functionality required for the proposed operations in the context of a
particular airspace concept, when supported by the appropriate navigation infrastructure.
In that context, the PBN concept represents a shift from sensor-based to
performance-based navigation.

Operators wishing to operate in PBN/MNPS airspace are to submit their proposed
procedures to the Director-General of Civil Aviation for acceptance, prior to including
such procedures in their operations manual. Guidance material may be found in ICAO
Doc. 9613, Performance-based Navigation Manual and the North Atlantic MNPS
Airspace Operations Manual (see map, Chap 4 Appendix A).

For flights in defined portions of airspace or on routes where an RNAV/RNP
specification has been prescribed, an aeroplane or a helicopter shall:

€)) be provided with navigation equipment which will enable it to operate in
accordance with the prescribed specifications; and

(b) be approved by the Director-General of Civil Aviation for operations in such
airspace.

Note: All operators requiring PBN RNAV 1/2 or Basic-RNP 1 approval shall
apply to the CAD using Form DCA4045 which could be downloaded
from CAD website http://www.cad.gov.hk/application/DCA_4045.pdf.

For flights in defined portions of airspace where, based on Regional Air Navigation
Agreement, MNPS are prescribed, an aeroplane shall be provided with navigation
equipment which:

@ continuously provides indications to the flight crew of adherence to or
departure from track to the required degree of accuracy at any point along that
track; and

(b) has been approved by the Director-General of Civil Aviation for MNPS
operations concerned.
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31 REDUCED VERTICAL SEPARATION MINIMA (RVSM) OPERATIONS

31.1  Operators wishing to operate in RVSM airspace are required to submit their proposed |
procedures to CAD for acceptance, prior to including such procedures in their
operations manual. Guidance material may be found in ICAO Doc. 7030, Regional
Supplementary Procedures and ICAO Doc. 9574, Manual on Implementation of a 300
M (1000 ft) Vertical Separation Minimum Between FL 290 and FL 410 Inclusive. All
operators requiring RVSM approval shall apply to CAD using Form DCA4040 which is
available in CAD FSAD Office.

31.2  For flights in RVSM airspace, an aircraft shall be provided with equipment which is
capable of:

€)) indicating to the flight crew the flight level being flown;
(b) automatically maintaining a selected flight level,

(c) providing an alert to the flight crew when a deviation occurs from the selected
flight level. The threshold for the alert shall not exceed +90 m (300 ft);

(d) automatically reporting pressure-altitude; and

(e) the aircraft shall demonstrate a vertical navigation performance in accordance
with ICAO Annex 6 Part 1 Appendix 4.

31.3  The criteria for granting the RVSM approval are:

€)) the vertical navigation performance capability of the aeroplane satisfies the
requirements specified in ICAO Annex 6 Part | Appendix 4;

(b) the operator has instituted appropriate procedures in respect of continuing
airworthiness (maintenance and repair) practices and programmes (Reference
can be made to the document mentioned in the note below); and

(c) the operator has instituted appropriate flight crew procedures for operations in
RVSM airspace (Reference can be made to the document mentioned in the note
below).

Note: JAA Administrative & Guidance Material, Section One: General Part 3:
Temporary Guidance Leaflet No. 6 is used as the reference acceptance criteria
for granting the RVSM approval.

31.4  An operator with a RVSM approval must make arrangement to monitor the
height-keeping performance of their aircraft on an on-going basis. As a minimum, the
operator shall monitor the height-keeping performance of two aeroplanes of each
aircraft type grouping at least once every two years or within intervals of 1,000 flight
hours per aeroplane, whichever period is longer. If an operator aircraft type grouping
consists of a single aeroplane, monitoring of that aeroplane shall be accomplished
within the specified period of 2 years. The operator should establish a monitoring
schedule for different aircraft group and provide CAD with the monitoring data and
monitoring methodology on an annual basis or when required.
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32.3

32.4

33

Note: Monitoring data from any regional monitoring agencies established in
accordance with Annex 11, 3.3.5.2 may be used to satisfy the
requirement.

31.5 Additional airworthiness requirements can be found in the Airworthiness
Notice (http://www.cad.gov.hk/english/HKAN.html).

COSMIC RADIATION

Operators of public transport aircraft registered in Hong Kong shall, in respect of any
flight by that aircraft during which it may fly at an altitude in excess of 26,000 ft, keep
a record of the total dose of cosmic radiation to which the crew are exposed together
with the names of that crew. The crew has the meaning assigned to it by Article 98
paragraph (4) of the Air Navigation (Hong Kong) Order 1995.

Where the record (e.g. CARI-6 computer programme) indicates that a crewmember may
achieve exposure of more than 4mSv in any 12 calendar month period, then that
crewmember should be rostered accordingly to ensure that his / her annual exposure
does not exceed 6mSv.

For flights intended to be operated above 49,000 ft, operators, as defined in paragraph
32.1 above, are required to:

@ apply to CAD for an exemption from Scale W of Schedule 5 of the Air
Navigation (Hong Kong) Order 1995;

(b) provide information which will enable the pilot to determine the best course of
action to take in the event of exposure to solar cosmic radiation; and

©) develop procedures in the event that a decision to descend is taken, covering:
- the necessity of giving the appropriate ATS unit, prior warning of the
situation and of obtaining a provisional decent clearance;
- the action to be taken in the event that communication with the ATS unit
cannot be established or is interrupted.

CAD Operations Inspectors will review cosmic radiation records when conducting
AOC inspections.
INTERCEPTION PROCEDURE

In accordance with the AN(HK)O Schedule 12, a copy of the following notified

procedures must be carried on board the aircraft:

@) Procedures to be followed by the pilot in command of an intercepted aircraft;
and

(b) notified visual signals for use by intercepting and intercepted aircraft.

For instance, these are available in reference publications such as the Hong Kong
Aeronautical Information Publication (AIP) and the Aerad Flight Guide Supplement.
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34. ELECTRONIC FLIGHT BAG (EFB) OPERATIONS

34.1  Traditionally all documentation and information available to flight crew for use on the flight
deck have been in paper format. Much of this information is now available in electronic format.
Operators wishing to operate EFB are to submit their proposed procedures to the CAD for
acceptance, prior to including such procedures in their operations manual.

34.2 The assessment to the application of EFB Operational Approval is based on JAA
Administrative & Guidance Material, Section Four Part Three, Temporary Guidance Leaflet
(TGL) No. 36. All operators requiring EFB approval shall apply to the CAD using Form
DCAA4041 which is available in CAD FSAD Office.

3s. HEAD-UP DISPLAYS (HUD) AND ENHANCED VISION SYSTEMS (EVS)
OPERATIONS

35.1  Under ICAO Annex 6 Part I, EVS means a system to display electronic real-time images of the
external scene achieved through the use of image sensors, whereas HUD means a display
system that presents flight information into the pilot’s forward field of view.

35.2  When aeroplanes or helicopters are equipped with HUD and/or EVS, operators shall include
the instructions and training requirements for the use of HUD and EVS equipment in the
operations and/or training manuals where applicable.

35.3  When operators wish to use HUD and/or EVS to gain operational benefit, such as operating in
visibilities lower than the normal aerodrome operating minima or heliport operating minima
(i.e. lower minima for approach and landing operations), approval must be obtained from CAD
in writing prior to the use of such systems. To support such approval, the instructions and
training requirements, and also the instructions for determining the aerodrome operating
minima or heliport operating minima for instrument approaches using HUD and EVS shall be
included in the operations and/or training manuals.

Note: Guidance on HUD and EVS is contained in ICAO Annex 6 Part | Attachment J.

36 AUTOMATIC DEPENDENT SURVEILLANCE BROADCAST (ADS-B) OUT
OPERATIONS

36.1 ICAQ’s Asia-Pacific Regional Group has decided to use the 1090MHz (Mode S) Extended
Squitter datalink as the globally interoperable link for ADS-B operations. ICAO has also issued
a number of technical and operational standards to support its introduction.

36.2  Operators wishing to operate in ADS-B airspace are to submit their proposed procedures to
CAD for acceptance, prior to including such procedures in their operations manual. All
operators requiring ADS-B approval shall apply to the CAD using Form DCA4042 which is
available in CAD FSAD Office.
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36.3  For flights in ADS-B airspace, an aircraft shall be equipped with either:

The ADS-B equipages that have been certificated as meeting EASA Acceptable
Means of Compliance AMC 20-24 “Certification Considerations for Enhanced
ATS in Non-Radar Areas using ADS-B Surveillance (ADS-B-NRA) via 1090
MHZ Extended Squitter’, or

The ADS-B equipages that meet the equipment configuration standards of
Australia Civil Aviation Order 20.18 Appendix XI.

36.4  The criteria for granting the ADS-B approval are:

The continuing airworthiness of ADS-B system must be assured. As part of the
operational approval process, existing established maintenance practices or a
proposed maintenance programme for the aircraft needs to be reviewed to
ensure that it meets relevant requirements;

The Minimum Equipment List needs to reflect the functional requirements of
the ADS-B system;

Appropriate flight operations training programme and operational procedures
are established to ensure that pilots are knowledgeable about ADS-B
operations and their onboard operational equipment.

EASA Acceptable Means of Compliance AMC 20-24 is used as the reference
acceptance criteria for granting the ADS-B approval.
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CHAPTER 4 APPENDIX A - NORTH ATLANTIC MNPS AIRSPACE

CAD 360
Part ONE

+—v—i— NATMNPSA
NAVIGATION

NOTE: The boundaries shown were correct at the time of publication, but operators must
confirm the current co-ordinates of MNPS and Schedule 8 areas specified in

AN(HK)O 1995.

November 2000 (Amdt 9)
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CHAPTER 4 APPENDIX B - AERODROME OPERATING MINIMA
CALCULATIONS

1 DEFINITIONS

1.1 ‘Notified” for the purposes of this Appendix means set forth in a document entitled
‘Aeronautical Information Publication’ or ‘NOTAM’, published by the Civil
Aviation Department or by any other civil aviation authority and for the time being
in force. ‘Specified’ means specified by the operator in the operations manual.

1.2 The meaning of the expressions Decision Height, Minimum Descent Height,
Precision Approach and non-Precision Approach, are as defined in the ANO.
Missed Approach Point (MAP) is defined by ICAO as ‘that point in an instrument
approach procedure at or before which the prescribed missed approach procedure
must be initiated in order to ensure that the minimum obstacle clearance is not

infringed’.

2 TAKE OFF MINIMA - AEROPLANES IN PERFORMANCE GROUPS A, B,
C,E,FAND X

2.1 This paragraph is designed to assist operators in the preparation of Take-Off Minima

(TOM) for inclusion in operations manuals.

2.2 Each airfield and runway on that airfield that is used regularly for take-offs should
be allocated TOM which take into account the Performance Group of the aeroplane
and the runway lighting and markings available. Where an airfield is little used,
operators should either issue TOM for that airfield or provide the aeroplane
commander with guidance on how to calculate the minima. TOM that are not
published in the manuals should be retained with the aeroplane documentation for a
period of 3 months subsequent to the flight.

2.3 The figures published in the Table are considered the minimum to which aeroplanes
can operate with a reasonable degree of safety. Operators may calculate the TOM
for their aeroplane by whatever means they wish, but the figures arrived at should
not be less than those listed, except when provided for in Notes 1, 2 and 3 below.
The values given for aeroplanes in Groups C, E and F assume that sufficient runway
remains for an immediate re-land ahead prior to the engine inoperative net flight
path or en-route climb configuration and speed being achieved, or that no obstacles
are in the take-off direction of the aeroplane.
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Airworthiness Performance Performance Performance
Performance Groups ‘A’ ‘B’ and | Group ‘C’ Groups ‘E’ and ‘F’
Group X See Note 1 See Note 4
Rwy lighting and CC/RVR CC/RVR CC/RVR
marking available (feet/metres) (feet/metres) (feet/metres)
High intensity centre 0/150 200/500 300/500
line lighting See Note (7) See Note (2) See Note (3)
High intensity edge
lighting and rwy centre | 0/200 200/500 300/500
line marking See Note (2) See Note (3)
High intensity edge
lighting (day/night)
Low intensity edge
lighting (night only)
and no centre line 0/300 200/500 300/600
marking
Rwy centre line
marking with or
without low intensity
edge lighting (day) 0/350 200/600 300/800
No lighting or marking
(day), low intensity
edge lighting and no
rwy centre line marking
(day) 0/500 200/1000 300/1000
NOTES (1) Aeroplanes which have data in the Flight Manual that allows the
engine-inoperative net flight path to be constructed from 100 ft or which have
flaps up take-off data scheduled in the Flight Manual, may reduce the cloud
ceiling (cc) minimum to 100 ft, with the approval of the Assigned Inspector.
(2) Incircumstances when the emergency distance available is greater than twice
the take-off distance required as specified in accordance with AN(HK)O
Schedule 15, the minima may be reduced to 300 metres RVR and, when
reported, 100 ft cloud ceiling.
(3) Incircumstances when the emergency distance available is greater than twice

Chap 4/50

the take-off distance required as specified in accordance with AN(HK)O
Schedule 15, the minima may be reduced to 400 metres RVR and, when
reported, 200 ft cloud ceiling.
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3.1

(4)  These minima are only valid for multi-engined aeroplanes which can achieve a
one-engine-inoperative en route climb of at least 150 feet per minute (fpm);
otherwise the take-off limit applicable to single-engined public transport
operations of 1000 ft cloud ceiling and 1800 m visibility will apply.

(5) Commanders of aeroplanes in Groups C, E, F and X with less than 50 hours on
type must increase any quoted minima by 100 ft and 200 metres.

(6) Minima for aeroplanes having no performance group classification shall be
agreed on an individual basis with the Authority.

(7)  Reductions below a take-off minima of 150 metres RVR may be authorised for
some aircraft.

Experience has indicated that it is unlikely that sufficient runway will be available for
a successful landing straight ahead unless the Emergency Distance Available (EDA) is
at least twice the Take-Off Distance Required (TODR) from the start of the take-off
roll.

When the RVR is not reported, aeroplane commanders should assess the apparent RVR
by noting the number of runway lights visible from the aircraft providing the relevant
light spacing is known. This procedure is only to be used for the purposes of RVR
assessment for take-off and in conditions when the assessment is greater than 150
metres.

AIRCRAFT CATEGORIES AND OBSTACLE CLEARANCE
HEIGHTS/ALTITUDE

The OCH/A is calculated, in part, relative to an Aircraft Category which is defined as
follows:

AIRCRAFT CATEGORIES

Aircraft Category Nominal Speed at Threshold
Var or Vger (kts)
Less than 91
91 -120
121 - 140
141 - 165
166 - 210

mooOw>
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5.1

approach configuration at maximum certificated landing weight by 1.3, is taken to be a
fixed value for categorisation purposes. Therefore there is no need to consider
changing the category should it be necessary to change the actual Vat for a particular
approach. For this purpose all helicopters fall into Category A.

DECISION HEIGHT, PRECISION APPROACHES

Minimum decision heights for approaches using Precision Approach Radar (PAR),
Microwave Landing System (MLS) or Instrument Landing System (ILS) with in-line
localiser and a glide slope between 2.5° and 3.5° should be determined by selecting the
published OCH for the category of aircraft and comparing it with the system minimum
given at paragraph 9 to this Chapter. The higher of these two values should then be
taken and the position error correction applied before entering the value in the manual.

Before specifying decision heights based on the use of radio/radar altimeters, operators
should consult their assigned Operations Inspector.

Precision approach OCH includes an aircraft height loss allowance to cover the
initiation of a missed approach.

Operators should note and action as necessary that a special (increased) Category D
OCH will be given for certain Instrument Approach Procedures (IAPs) for aeroplanes
with greater than the standard dimensions used for the calculation of OCH. The
standard dimensions are a semi-span of 31 metres and a vertical distance of 6 metres
between the flight paths of the lowest part of the wheels and the glide path antenna,
when the aircraft is in the final approach attitude.

With offset localisers, the specified OCH/A should not be less than the height/altitude
on the nominal glide path at which the localiser intersects the runway extended
centreline, plus 20m (66 ft). See ICAO Procedures for Air Navigation Services -
Aircraft Operations, Volume 11 (PANS-OPS), Chapter 23.

MINIMUM DESCENT HEIGHT (MDH), NON-PRECISION APPROACHES

For approaches using an aid other than full ILS, MLS, or PAR, the MDH should not be
less than the published OCH for the Category of the aircraft or the system minimum,
whichever is the higher. In this case there is normally no need to apply a Position Error
Correction (PEC) since this OCH includes an altimeter correction allowance of 50 ft.
When however, the PEC is greater than 50 ft, the difference between this value and the
Flight Manual figure will need to be added to the published OCH.

Chap 4/52 October 2003 (Amdt 15)



Air Operator’s Certificates CAD 360
Operation of Aircraft Part ONE

5.2 It must be noted that the aircraft is assumed to be in level flight when it arrives at
the Missed Approach Point (MAP) for the calculation of obstacle clearance in the
missed approach area. The implications of not being in level flight on the initiation
of a missed approach are clear.

5.3 The ILS glide-path-inoperative procedure is non-precision but occasionally it will
be found that the decision height for full ILS derived in accordance with paragraph
4.1 will be higher than the MDH for the glide path inoperative procedure. Insuch
a situation, the lower MDH for the non-precision procedure must not be used as the
decision height for the full ILS procedure.

6 VISUAL MANOEUVRING

6.1 The visual circuit height or the visual manoeuvring (circling) OCH specified for
visual manoeuvring after an instrument approach and associated visibility, should
never be less than the values tabulated below:

A/C Category Min Circling In-FIt Circling
Height Min. Vis (km)

A 400 ft 1.9

B 500 ft 2.8

C 600 ft 3.7

D 700 ft 4.6

NOTE: These values are only valid within the visual manoeuvring area calculated
in accordance with ICAO Procedures for Air Navigation Services -
Aircraft Operations (PANS OPS).

6.2 The value of the RVR for a visual approach should be 800 metres or the lowest
non-precision AP RVR for the runway of intended landing when this is listed,
whichever is the greater, regardless of approach lighting, time of day, or type of
aircraft.

7 DETERMINATION OF MINIMUM RUNWAY VISUAL RANGE (RVR)

The minimum RVR to be associated with decision/minimum descent height can be
determined from Table 1 or 2.

November 2000 (Amdt 9) Chap 4/53



CAD 360 Air Operator’s Certificates
Part ONE Operation of Aircraft
TABLE 1 PRECISION APPROACH TABLES
Minimum RVR for all aeroplane categories
Approach lighting length (metres)
and type (key below)
DH (feet) | LA LB LC LD
200-250 600 (notel) | 700 800 900
251-300 650 800 900 1000
301-350 700 900 1000 1100
351-400 750 1000 1100 1200
401-450 800 1100 1200 1300
451-500 900 1200 1300 1400
501-550 1000 1300 1400 1500
551-600 1100 1400 1500 1500
601-650 1200 1500 1500 1500
651-700 1300 1500 1500 1500
Over 700 1500 1500 1500 1500
NOTES: @ If runway centre line, touchdown zone and threshold lighting
is in use, an RVR of 550m is permitted when the DH is 200 ft.
2 Table 1 is only applicable to conventional approaches in the

order of a 3° glide slope. Greater glide slope angles will
usually require that visual glide slope guidance (e.g. PAPI) is
also visible at DH.

LA:  720m or more High Intensity (HI)
At least 4 X-bars with coded CL or 1 X-bar with centreline barrettes

LB: 400m to 719m HlI
At least 1 X-bar with coded CL or centreline barrettes

LC: Up to 399m HI

At least 1 X-bar or centreline barrettes

LD:  No approach lighting or for any system not meeting the above specifications
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TABLE 2 NON-PRECISION APPROACH TABLES
Minimum RVR for all aeroplane categories
Approach lighting length (metres)
and type (key below)
MDH (feet) | LA LB LC LD
250 650 800 900 1000
251-300 700 900 1000 1100
301-350 800 1000 1100 1200
351-400 900 1100 1200 1300
401-450 1000 1200 1300 1400
451-500 1100 1300 1400 1500
501-550 1200 1400 1500 1500
551-600 1300 1500 1500 1500
601-650 1400 1500 1500 1500
651-700 1500 1500 1500 1500
Over 700 1500 1500 1500 1500

LA:  720m or more High Intensity (HI)
At least 4 X-bars with coded CL or 1 X-bar with centreline barrettes

LB: 400m to 719m HI
At least 1 X-bar with coded CL or centreline barrettes

LC: Up to 399m HI
At least 1 X-bar or centreline barrettes

LD:  No approach lighting or for any system not meeting the above specifications
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CONVERSION OF REPORTED METEROLOGICAL VISIBILITY TO RVR

Table 3 provides factors that should be applied when converting meteorological

visibility to equivalent RVR.

RVR = Reported Met

Lighting Elements Available Visibility x
Day Night

High Intensity Approach and Runway Lighting 1.5 2.0

Any type of lighting installation other than 1.0 1.5

above

No lighting 1.0 -

NOTE: Factoring of meteorological visibility for calculating Category Il or Il
minima, or when a reported RVR is available, is not permitted.

LOWEST ACCEPTABLE AERODROME OPERATING MINIMA

Specified minima should not be less than the highest of:

@ Minima determined in accordance with the method described in this document.

(b) Minima notified or accepted by the regulating authority of the State in which
the aerodrome is located (State minima).

©) The Decision/Minimum Descent Heights listed below.

Precision Approach Aids

ILS
PAR
MLS

DH (ft)

200
200
200

NOTES: Lower minima may be authorised by the Authority.

Non-Precision Approach Aids

ILS (no glide path)

SRA (terminating at 2 nm)
SRA (terminating at 1 nm)
SRA (terminating at 2 nm)
VOR

NDB

VDF (QDM or QGH)
NDB/DME

VOR/DME

GPS PRIMARY

Chap 4/56

MDH (ft)

250
250
300
350
300
300
300
300
300
250
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CHAPTER 4 APPENDIX D - ONE-ENGINE-INOPERATIVE FERRY FLIGHTS -3
OR 4 ENGINED AEROPLANES

1 GENERAL

1.1 A one-engine-inoperative ferry flight should never be seen as a 'normal operation'
since the margins for control and performance, especially in the approach and climb
phase, can be significantly different from those associated with normal operations,
and in particular, landing distance requirements. The use of such a procedure should
be considered only when no reasonable alternative course of action is available and
should apply only to three or four engined aircraft. Operators, therefore, must
always consider and favour bringing the spares and rectification team to the aircraft
to render it serviceable rather than conducting an engine inoperative ferry flight.

1.2 Companies who consider that they may need to resort to one-engine-inoperative
ferry flights should set up procedures in advance of such an operation, in order to
ensure that it is planned and handled in a considered manner.
One-engine-inoperative ferry flights should not be considered unless the limitations,
performance and operational procedures are specified in the approved Aircraft
Flight Manual (AFM).

1.3 No Public Transport or Aerial Work operations are permitted for
one-engine-inoperative ferry flights.

2 PROCEDURES

The following are items which should be considered, and included as instructions in
the operations manuals (OM) and Engineering Instructions prepared by the operator.

@) Procedures to ensure that all AFM and Maintenance Manual (MM)
requirements are strictly adhered to.

(b) A requirement for a formal statement by a responsible engineer that the
aeroplane has been prepared for an engine-inoperative ferry flight with
specified minimum equipment. In making such a statement, consideration
should be given to the other sources available for hydraulics, electrics, air
conditioning and other essential services. For example, in the case of the
BAe 146, the Auxiliary Power Unit (APU) must be serviceable to provide
added hydraulic/electrical power in the event of the subsequent failure of a
paired engine.

(c) The nomination of commanders, co-pilots and flight engineers authorised to
carry out such flights; special authorisations needed from management
before each flight; persons on board to be limited to nominated essential
crew only.
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A programme specified in the Training Manual (TM) which identifies the
minimum necessary training that is required before a commander, co-pilot or
flight engineer is considered authorised. As a minimum this should include
satisfactory completion of an engine-inoperative take-off and two engine out
go-around procedures in a simulator approved for such training, together with
pre-flight planning of such an operation. Ideally the exercise should have been
practised on two separate occasions before a crew is cleared to operate
one-engine-inoperative ferry flights. The required experience should,
depending on the complexity of techniques involved, include one
engine-inoperative techniques training, or practice in an approved flight
simulator, within a period not exceeding 13 months prior to the flight. The
crew should be certificated as competent by the operator.

The requirements for actual and forecast weather conditions to be at least a
minimum cloud base of 1000 ft agl and 2 km visibility, or as specified in the
AFM for one-engine-inoperative take-off and landing procedures, whichever
is the greater. A conservative maximum crosswind limit should also be
applied; it is recommended to be not more than 7 kts if from the same side as
the inoperative-engine, unless otherwise quoted in the AFM. One-engine
inoperative ferry take-offs are permitted from a dry or wet runway unless
otherwise stated in the AFM, but are not permitted from a slippery runway or
from a runway contaminated by standing water, snow or slush.

Consideration should be given to fuel planning requirements for flight with
one-engine-inoperative, giving particular attention to consumption rates.

Flight crews should be thoroughly familiar with the handling techniques to be
used during take-off and the procedures to be followed in the event of a further
engine or other system failure. These aspects should be fully covered during
the take-off briefing. The AFM provides full details applicable to each
aeroplane type, and the handling technique may vary depending upon whether
the inoperative engine is inboard or outboard (4-engined types), or is centreline
or non-centreline mounted (3-engined types). The procedure may specify
setting rudder trim away from the inoperative engine. Generally, it will not be
possible to set take-off power on an asymmetric serviceable engine from the
start of the take-off run; the asymmetric thrust will need to be progressively
increased as the aeroplane accelerates. Itis likely that the AFM procedure will
call for use of nose wheel steering, in addition to rudder, to maintain
directional control initially. While the thrust setting technique is intended to
ensure that the thrust asymmetry always remains within the directional control
capability of the aeroplane, it is also important that the asymmetric thrust
setting is not delayed so as to erode the margin allowed in the scheduling of the
take-off distance.
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(h) It is important that flight crews appreciate the handling and performance
requirements on which the limitations for one-engine-inoperative ferry take-
offs are based, as these are significantly different from normal operations.
The major consideration is that the scheduled take-off distance and the
handling characteristics on which the associated operating speeds are based,
take no account of the possible failure of a further engine prior to the
aeroplane becoming airborne. It is accepted, therefore, with such operations
that a period of risk may exist during which, in the event of a further engine
failure, the aeroplane can neither stop in the remaining distance available nor
continue the take-off. The AFM may provide advisory data on accelerate stop
distances from various stop speeds. However, such stop speeds cannot be
considered as equivalent to a normal V; as a continued take-off capability in
the event of a further engine failure above this speed is not guaranteed and the
scheduled take-off distance need not take account of the accelerate stop
distance. This risk period can only be eliminated totally if, at the planned
take-off weight, the runway is of sufficient length that there is adequate
runway remaining to permit a stop at a speed of not less than Vr. However the
situation will still be influenced, one way or another, by the particular
characteristics of the aeroplane type concerned and whether the second engine
failure adds to or reduces the thrust asymmetry. Once the aeroplane is
airborne, continued flight will be possible following the failure of a further
engine, but the directional control margins and climb gradient capability will
be considerably less.

() Operators should assess their OMs to ensure that all the points discussed in
subparagraphs (g) and (h) above, and as elaborated in the particular AFM, are
covered and are strictly adhered to before flight crews undertake any
one-engine-inoperative ferry flights.
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CHAPTER 4 APPENDIX E

ONE-ENGINE-INOPERATIVE FERRY FLIGHTS - HELICOPTERS

Cancelled - refers to CAD 360 Helicopter Supplement
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CHAPTER 4 APPENDIXF - STORAGE OF DANGEROUS GOODS
1 GENERAL

11 The worldwide requirements for the carriage by air of Dangerous Goods (DG) are
comprehensively addressed in the International Civil Aviation Organisation’s
‘Technical Instructions for the Safe Transportation of Dangerous Goods by Air’
(ICAQ TIs). By comparison, requirements for pre or post-flight storage of DG at
airports are mostly the responsibility of each state’s Fire Services authority; in
consequence, there is no worldwide standardisation of storage requirements with the
result that standards enforced by individual Fire Services vary widely.

1.2 As there have been a number of accidents or major incidents worldwide in recent
years involving DG, either when in storage at airports or during carriage by air, it is
important that the relevant storage and carriage requirements are clearly understood
by operators and their cargo agents. Insofar as storage requirements are concerned,
and in the absence of worldwide standards, Hong Kong AOC holders and their agents
are expected to comply with the standards set by the Hong Kong Fire Services
Department (FSD) both at Hong Kong and at outstations.

1.3 The FSD’s DG storage requirements can be summarised as follows:

@) DG should be stored in a delineated, well ventilated area, separated from
non-DG cargo.

(b) The storage area should display clearly visible signs indicating
‘DANGEROUS GOODS’ or ‘CAT 2/3/4/5* DG’ or ‘ICAO CLASS 1-9*
DG’ and ‘NO SMOKING’.

* appropriate class or category

(c) The DG acceptance area should display a notice giving information about the
transport of DG, as per ICAO TI.

(d) Suitable fire extinguishing equipment should be provided immediately
adjacent to the DG storage area.

(e) DG items should be segregated from non-DG cargo, and certain classes /
divisions of DG must be segregated from each other as required by the ICAO
Tl

(j)] DG items should be stored and handled in accordance with the orientation

label displayed on the item.

9) Radioactive items should be stored in accordance with local state
requirements, preferably in a separate and secure Radioactive store.

(h) Cargo agent’s staff should be provided with written responsibilities in respect

of DG, in particular the need for careful handling at all times, and for a sound
knowledge of the relevant emergency procedures.
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14 At those airports where DG is ‘accepted’ for transportation, operators should ensure
that adequate numbers of their own or their agent’s staff hold IATA DG Licences to
provide the requisite standards of handling and supervision.

15 Where little DG is handled at a particular outstation, dedicated DG storage facilities
need not be provided. However, in this situation, specific one-off arrangements must
be made between the operator, the cargo agent and the shipper to ensure that the
required procedures are followed.
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CHAPTER 4 APPENDIX G - MIXED FLEET FLYING (MFF)
1. General

1.1 MFF will only be considered for those aircraft types which are conducive to Cross
Crew Qualification (CCQ) training, as recommended by the aircraft manufacturer.

1.2 CCAQ is the process of training and testing whereby the similarities of two or more
aircraft are such that substantial credit for training and testing on Type A can be

credited to Type B, within the same ‘Family’ of aircraft.

1.2.1 The minimum experience level to commence CCQ Training Type A to Type B is as
follows:

€)) Minimum four months after Aircraft Line Check on Type A, and;
(b) Minimum 200 hours on Type A, and;
©) Minimum 20 sectors on Type A.

1.2.2  On completion of CCQ from Type A to Type B, the first take-off and landing in
Type B must be completed within 21 days of completion of the box items required by
the appropriate Blue DCA528 Form.

1.2.3 The minimum experience level on Type B prior to clearance to MFF is as follows:
(a) Minimum 50 hours on Type B or;

(b) 10 Sectors on Type B.

1.3 In order to qualify for MFF, on completion of the consolidation period on Type B, the
candidate must hold a valid Proficiency Check (PC) and Aircraft Line Check on Type
A at the time he/she completes the Aircraft Line Check on Type B.

1.4 Rostering MFF Crews
MFF crews may be rostered for the MFF qualified types within the same FDP.

1.5 Scheduled 9 and Schedule 11 Requirements — MFF Crews

1.5.1 Schedule 9

(a) On completion of the CCQ course and within 6 months of the last PC renewal
on Type A, an initial PC test on Type B must be completed.
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(b) Subsequent PCs must alternate, and must be conducted such that there is never
more than 13 months between same Type PCs, nor less than 4 months between
alternate Type PCs.

(©) Should two different Type PCs be conducted within 4 months of each other,
the first of these two must be renewed no later than 6 months after the date
of the second PC renewal.

(d)  Should either Type PC expire, then both Type PCs are deemed to have expired,
and BOTH must be renewed before MFF qualification is restored. Once the
first PC has been renewed, the pilot may then operate that Type only until the
PC for the other Type has been renewed. After both PCs have been renewed,
subsequent renewals must be in accordance with sub para’s (b) and (c) above.

1.5.2 Schedule 11 - Line Check (LC)
Requires an Exemption from AN(HK)O 1995

(@ Having completed a LC on Type B during the CCQ process, a renewal of the
Type A Line Check must be completed no later than 13 months after the LC
on Type B.

(b) Subsequent Line Checks must alternate, and must be conducted such that there
is never more than 13 months between different Type LCs, and never more
than 25 months between same Type LCs.

(©) Should either Type LC expire, then both Type LCs are deemed to have
expired, and BOTH must be renewed before MFF qualification is restored.
Once the first LC has been renewed, the pilot may then operate that Type only
until the LC for the other Type has been renewed. After both have been
renewed, subsequent renewals must be in accordance with sub para (b) above.

1.5.3 Emergency Manoeuvres and Procedures
Requires an Exemption from AN(HK)O 1995

(@ Validity is in accordance with the PC stated in para 1.5.1 above.

(b) Emergency Manoeuvres and Procedures on Type A are valid on Type B and
vice versa.

1.6 MFF Licence Procedures

On completion of the CCQ course for aircraft Type B the completed CCQ Blue
DCA528 Form, together with the pilot’s licence, should be submitted to the CAD
Personnel Licensing Office (PLO) for the issue of a standard C of T. The C of T pages
will be endorsed for both Types A and B and signed by a PLO Officer. The pilot’s
licence, together with the new C of T page will be returned to the said pilot. It is to
be noted that the MFF C of T is not valid until the said pilot has 50 hours or ten sectors
on type B (see para 1.2.3 above).
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1.7 MFF Recency Requirements
1.7.1 35 Day Recency

A pilot may not fly as a MFF Commander unless he has carried out at least one
Take-off and one Landing in either aircraft Type A or B during the previous 35 day
period. Revalidation may be carried out in either the simulator or aircraft.

1.7.2 3 Months Recency
Requires an Exemption from ANHK)O 1995

A Commander or Co-pilot, to maintain the three months MFF recency, must complete
a minimum of two take offs and two landings in either aircraft Type A or Type B.
A minimum of one take off and one landing must then be completed in the other Type.
Recency may be re-validated in a simulator approved for the purpose (see General
Exemption — Recency Re-validation).
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CHAPTER 6 - EMERGENCY AND SURVIVAL TRAINING, PRACTICE AND

1.1

1.2

121

1.2.2

123

1.2.4

125

126

TESTING REQUIREMENTS FOR FLIGHT CREW AND CABIN
CREW

GENERAL REQUIREMENTS
Statutory Requirements

Statutory requirements relating to the training and periodical testing of crews are
prescribed in the Air Navigation (Hong Kong) Order (AN(HK)O).

The primary purpose of this chapter is to indicate the nature of arrangements
considered necessary to secure an adequate standard of compliance with the statutory
provisions.

Requirements for cabin crew acting as members of the crew of business jet / general
aviation flights are to be found in Appendix B of this chapter.

Crew Co-ordination and Combined Training

The successful containment of aircraft emergencies depends heavily upon effective
co-ordination and two-way communication between flight crew and cabin crew.

Operators are expected to make every effort to provide combined training for flight
crew and cabin crew. Much of the training that both must receive prior to operating
public transport aircraft covers common ground; paragraphs 3 (Initial Training) and 4
(Aircraft Type Training) of this Chapter specify training that all crew members must be
given.

Additional training that cabin crew must receive is listed in paragraphs 6 and 7. Flight
crew should be made aware of such additional training as is provided to cabin crew in
compliance with this requirement.

Particular emphasis should be placed on the provision of joint practice in aircraft
evacuations so that all who are involved learn of the duties other crew members must
perform before, during and after the evacuation, thereby appreciating the necessity for
effective two-way communications in such an emergency.

When combined training cannot be arranged, an operator’s instructor should adopt the
role of flight crew or cabin crew, as appropriate.

To facilitate training, it is essential that there is effective liaison between flight crew
and cabin crew training departments; to promote consistency of drills and procedures,
provision should be made for flight crew instructors to observe and comment on cabin
crew training and vice versa.
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1.3

14

14.1

1.4.2

1.4.3

144

1.4.5

1.4.6

15

151

Training Syllabus

A detailed emergency and survival training and testing syllabus is to be specified in the
training manual. The syllabus should differentiate between initial training, aircraft
type training, the annual emergency survival test and three yearly practice. The
training programme shall be stated and approved by CAD.

Training Staff and Examiners

A suitably qualified person should be appointed to manage cabin safety training and
testing; additionally instructors and examiners will need to be appointed to provide
instruction, supervise practice and conduct tests. The practical training must be under
the supervision of an instructor who has the knowledge, ability and experience to
conduct such training. Details of all such appointments should be sent to the CAD not
more than 14 days after the appointment becomes effective.

A training instructor should have a minimum of one year experience as a crew member
or previous experience as safety training instructor. A training examiner should be an
instructor who has an in-depth knowledge on the operator’s training standards and
requirements.

A person without the experience in as stipulated in 1.4.2 may still be considered for
appointment provided adequate training and exposure to operational duties are given.

The training personnel conducting the instructor training must have current knowledge,
ability and recent experience as an instructor and examiner. The appointment of these
training personnel shall be subject to the approval of the Authority.

A safety Instructor / Examiner is required to:

@ be checked by a CAD inspector or an appointed operator’s examiner every 36
months on their competency as instructor and/or examiner;

(b) carry out a minimum of three observation flight sectors on the operator’s flight
within the last 36 months.

An operator is required to maintain the following records of their instructors and
examiners:

@ training records;

(b) training classes conducted;

(© examinations conducted;

(d) observation flights;

(e checks as carried out by CAD inspector or an examiner appointed by CAD.

Training and Approved Instructors and Examiners
Training programme for cabin crew instructors and examiners should be submitted by

operator to the Authority for approval. The application should include the
qualifications, experience requirements, and the proposed training programme.
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152

153

154

155

156

1.6

16.1

1.6.2

To conduct emergency procedures training, the cabin crew instructor and examiner
needs to demonstrate a wide range of skills and knowledge to be able to train cabin
crew and to be able to assess their competency regarding regulatory requirements and
their airlines approved training course.

Additionally, an instructor and examiner may well be required to train crew in several
different teaching environments, including classroom, evacuation trainer, swimming
pool, door trainer and aircraft. This will require a high degree of subject knowledge,
instructional skills, communication skills and people management skills to be
demonstrated.

The competency of an instructor and examiner should ensure sufficient specific
competencies that all cabin crew instructors and examiner should possess, regardless
of the nature of their operations. This would include a complete assessment of the
following:

@ Instructional Techniques — Classroom instruction and conducting of exams
(b) Instructional Techniques — Practical exercises, demonstration and assessment
©) Subject knowledge

(d) Leadership / People Skills

Q) Course Administration

The conduct of crew training and of tests carried out by operators’ instructor and
examiner to be approved by CAD will be observed by appropriately qualified
Inspectors to ascertain their competency.

An operator shall ensure that initial training (and refresher training at regular interval
will be provided for each cabin crew instructor which includes at least the following:

€)) Pedagogy course;
(b) Cabin Crew Induction course; and

(© Cabin Crew Conversion and Annual Emergency Procedure Course.

Records of Training and Tests - Emergency and Survival

Records must be maintained to show trainees’ progress through each stage of training
and include information about the results of tests. Records should incorporate
certificates indicating the competence of trainees to perform the duties on which they
have been tested. Inspectors will advise operators on the form of records and
certificates,

Operators must keep records for all crew members to show when practices and tests are
due for renewal. There should also be an effective system to guard against crews being
rostered for duty when practices and tests are overdue. The annual emergency survival
test is valid for 13 months.
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1.6.3 Records of all initial, conversion and recurrent training and testing must be made
available, on request, to the cabin crew member concerned.

1.7 Use and Approval of Aircraft Emergency Training Apparatus

1.7.1 Provision is made in the AN(HK)O for use of ‘mock ups’ for certain periodical tests.
These devices must be individually approved for test purposes and may be used for
such purposes only under the supervision of a person approved for that purpose.
Approvals normally restrict the use of such devices to the particular operator’s crews.

1.7.2 Details regarding the approval of training apparatus and the approval of personnel
responsible for conducting the training and testing on this equipment are contained at
paragraph 9 of this Chapter.

2 PURPOSE AND PROVISION OF TRAINING

2.1 Applicability
The requirements of this Chapter are applicable to all operating flight crew and cabin
crew carried on board an aircraft.

2.2 Purpose
The purpose of emergency and survival training, practice and testing is to provide
crews with the knowledge, skills and confidence needed to ensure that they deal
efficiently with different types of emergency and survival situations.

2.3 Arrangements
Operators are to ensure that organised courses of instruction are given by designated
instructors on the use of all emergency and survival equipment, and on all emergency
procedures and drills, including aircraft emergency evacuation.

24 Cabin Crew - Service Duties

Cabin crew should also receive instruction in their normal flying duties, including the
location and use of all cabin and galley equipment.

25 Training Aids
Suitable training aids will enhance the presentations in both classroom and practical
instruction sessions.

2.6 First Aid Training

First aid training is to be given only by instructors qualified for the purpose. In case of
doubt about the adequacy of an instructor’s qualifications the CAD should be consulted.
Training is to be followed by the successful completion of the appropriate first aid test.
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2.7

2.8

2.9

2.10

3.1

3.2

3.3

331

Before Flying on Aircraft

Before flying training commences on an actual aircraft, flight crew are to complete
successfully the training, practice and tests described in paragraphs 3 and 4 of this
Chapter.

Supernumerary Flying

A later stage of aircraft type training will include cabin crew flying in a supernumerary
role on a passenger flight. Passengers may not be able to distinguish between such
trainees and fully trained cabin crew and in an emergency may expect to receive
guidance and assistance from anyone wearing a crew uniform. Operators must
therefore ensure that before undertaking supernumerary duties cabin crew have
successfully completed the training and testing specified in paragraphs 3, 4, 6 and 7 of
this Chapter.

Introduction of New Equipment

Operators are to ensure that they have an established procedure for all crew to receive
training and practice on any new emergency and survival equipment that is introduced.

Inspectors

Inspectors may wish to observe the training, practice and tests in progress.

INITIAL TRAINING - ALL CREW
Introduction

Crew are to be trained in the following subjects which are of a general nature and not
necessarily related to a specific aircraft type.

Crew Co-ordination

Emphasis is to be placed on the importance of effective co-ordination and two-way
communication between flight crew and cabin crew in various emergency situations.
Cabin crew should be trained to be alert, and to identify unusual situations that might
occur inside the passenger compartment, as well as any activity outside the aircraft that
could affect the safety of the aircraft or its occupants. The need for effective
communication of accurate information between flight crew and cabin crew must be
stressed.

Aeromedical and First Aid Topics
Instruction should be given on aeromedical topics such as:

@ first aid subjects appropriate to the aircraft type, ie its size and the number of
flight crew carried;
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3.3.2

3.4

34.1

3.4.2

3.5

351

3.52

(b) guidance on the avoidance of food poisoning, with emphasis on the choice of
a pre-flight meal and the importance of the commander and co-pilot eating
different food at different times during the flight, especially on long sectors;

(c) the possible dangers associated with the contamination of the skin or eyes by
aviation fuel and other fluids and their immediate treatment,

(d) the recognition and treatment of hypoxia and hyperventilation; and
(e first aid associated with survival training, appropriate to the routes operated.

Flight crew who operate on aircraft where cabin crew are not carried should undertake
training in basic first aid that is to include the use and contents of first aid kits, and in
cardiopulmonary resuscitation.

Fire and Smoke Training

Practical fire and smoke training must be under the supervision of an instructor who
has the knowledge, ability and experience to conduct such training. Operators who
have difficulty in providing the necessary facilities in respect of fire training and
testing can approach the Inspectorate for assistance .

Both theoretical and practical training should be given. This is to include:

@ an appreciation of the chemistry of fire as a preliminary to consideration of the
choice of extinguishing agents for particular fire situations, the techniques of
applying extinguishing agents, the consequences of misapplication and their
use in a confined space;

(b) a demonstration or film of fire extinguishers being used on various types of
fires. Fires should be related to typical aircraft interior equipment and include
galley fires, fire in toilets, upholstery, passenger service units and electrical
installations.

Water Survival Training

Where flotation equipment is carried, a comprehensive wet drill to cover all ditching
procedures must be practised by aircraft crew. This wet drill is to include, as
appropriate, practice of the actual donning and inflation of a life-jacket, together with
a demonstration or film of the inflation of life-rafts and/or slide-rafts. Crews must
board the same (or similar) flotation equipment from the water whilst wearing a
life-jacket. Training must include the use of all survival equipment carried on board
flotation equipment and any additional survival equipment carried separately on board
the aircraft.

Operators conducting intensive offshore helicopter operations will need to repeat wet
drills every 2 years. Consideration should be given to the provision of further specialist
training such as underwater escape training.

NOTE: Wet drill practice is always to be given in initial training, unless the crew
member concerned has received similar training provided by another operator and such
an arrangement is acceptable to the current employer.
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3.6

3.7

3.8

3.9

41

4.2

Survival Training

Operators are to provide survival training, including the use of any survival equipment
carried, appropriate to their areas of operation e.g. polar, desert, jungle or sea.

Human Factors

Training should address the physiological effects on the human body of flying, the
problems associated with pressure change and hypoxia and the need for restrictions on
underwater diving. Training should include information on flight time limitations, the
effects of operating for extended periods of time and the effects of time zone changes.
Operational limitations should include illness, use of alcohol and drugs, blood
donations etc. Advice should be given on general health care, especially whilst
operating overseas, and the need for preventative medicine such as immunisation,
when operating to potentially infected areas.

Aerodrome Emergency Services

The operational procedures of ground-based emergency services at aerodromes should
be discussed.

Aviation Security

Training is to be given in aspects of aviation security listed in Appendix A to this
Chapter.

AIRCRAFT TYPE TRAINING - ALL CREW
General

Operators should ensure that comprehensive training is given on the location and use
of all emergency and survival equipment to be carried on the aircraft, and that all
training is related to the aircraft type, series and configuration to be operated. Aircraft
type training must be given to all newly employed aircraft crew and to those who are
converting to a new aircraft type.

Emergency and Survival Equipment

Training must be given in the location and use of all emergency and survival equipment
together with the relevant drills and procedures. The following equipment must, if
carried on board, be included:

@ emergency exits;

(b) escape slides and, where non-self supporting slides are carried, the use of any
associated ropes;

(© life-rafts and slide-rafts, including the equipment attached to and/or carried in
the raft;

January 2009 (Amdt 26) Chap 6/7



Air Operator’s Certificates CAD 360
Operation of Aircraft Part ONE

(d) life-jackets, infant life-jackets and flotation cots;
(e) drop-out oxygen and its manual deployment;
4] emergency and therapeutic oxygen;
(@) protective breathing equipment and protective clothing;
(h) fire extinguishers;
Q) fire axes;
() portable lights, including torches;
(k) emergency lighting systems, including floor proximity lighting systems;
() communications equipment, including megaphones;
(m) survival packs, including their contents;
(n) pyrotechnics;
(0) first aid kits and their contents;
(p) toilet compartment smoke detector systems;
(o) evacuation alarm systems; and
(9] non-mandatory or special equipment fitted or carried.
4.3 Fire Training
Training must be given in extinguishing a fire, representative of an interior aircraft fire
using the relevant type of fire extinguisher carried on the aircraft. Emphasis is to be
placed on the characteristics of different types of extinguishers, including their
effective range and duration and the effectiveness of their use on differing types of
fires.
4.4 Protective Breathing Equipment and Protective Clothing
On aircraft types in which it is provided, crews must be trained in the use of protective

breathing equipment and protective clothing. Donning and wearing of such equipment
and clothing should be practised in an enclosed, simulated smoke-filled environment.
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5

5.1

5.2

521

5.2.2

5.2.3

53

RECURRENT TRAINING - ALL CREW
Refresher Training

Operators must ensure that an annual organised course of refresher training is provided
for their crews; this training should prepare them for the emergency survival test. Such
training will have the additional advantage of allowing crews to discuss recent
incidents, difficulties and emergencies which have been experienced. If none have
arisen, operators should discuss possible scenarios with emphasis on what actions
should be taken. Time must be allocated for this purpose. This discussion is
particularly important when cabin crew are assigned to more than one type of aircraft.
First aid and aviation security refresher training must also be included (see also
Appendix A).

The Annual Emergency Survival Test

The AN(HK)O requires that all crew shall be tested on aspects of emergency and
survival appropriate to the aircraft type to be operated. The maximum period of
validity of this test is 13 months. Schedule 11 makes a distinction between tests and
practice, and operators should apply a similar distinction in their crew training records.

All crew must pass a test on their knowledge of the location and use of emergency
survival equipment, and the appropriate drills and procedures. The test will be related
to the aircraft type and cover every series and configuration. Appropriate written tests
are required and must include first aid topics.

To demonstrate their proficiency in carrying out emergency duties, crew should
practice - insofar as it is practicable and reasonable to do so - the actual movements and
operations assigned to them in evacuation and other emergency drills. The donning of
life-jackets, oxygen masks and protective breathing equipment and touch drills for
opening emergency exits should be included

Periodic Practice
Once every 3 years aircraft crew are to carry out the following practice:

@) the operation and actual opening of all normal and emergency exits used for
passenger evacuation;

(b) extinguishing a fire, representative of an aircraft interior fire, with each type of
fire extinguisher carried on board the aircraft except that, in the case of
Halogen extinguishers, an alternative extinguishing agent may be used; and

(©) the donning and use of protective breathing equipment by each crew member
in an enclosed, simulated smoke-filled environment.
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6 INITIAL TRAINING - ADDITIONAL ITEMS FOR CABIN CREW

6.1 General

Cabin crew are to be trained in the following subjects which are of a general nature and
not necessarily related to a specific aircraft type.

6.2 Discipline and Responsibilities

Operators must ensure that during cabin crew initial training, the following items are
included in the cabin crew training syllabus:

(a)

(b)

(©)
(d)

(€)

(f)

(9)

(h)

(i)

the importance of performing their duties in accordance with the operations
manual;

maintaining competence and fitness to operate as a cabin crew member with
special regard to flight and duty time limitations and rest requirements;

aviation regulations relating to cabin crew and the role of the CAD;

the effects on the aircraft’s flight path resulting from a significant
redistribution of passengers in flight;

basic aircraft icing, types of icing, the effects of icing on ground and in-flight
operations and how to identify aircraft icing when viewed from the cabin;

pre-flight briefing of cabin crew and the provision of necessary safety
information with regard to their specific duties;

the importance of ensuring that relevant documents and manuals are kept up to
date with amendments provided by the operator;

the importance of identifying when cabin crew members have the authority
and responsibility to initiate an evacuation and other emergency procedures;
and

the importance of safety duties and responsibilities, and the need to respond
promptly and effectively to emergency situations.

6.3 First Aid

Instruction should be given on first aid and the use of first aid Kits, together with the
application of any drugs. The following subjects should be covered:

(a)
(b)
(©)
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haemorrhage;

wounds;

fractures, including dislocation and sprains;
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(d) burns;
(e care of the unconscious;
()] shock;
(9) heart attacks;
(h) stroke, epilepsy, diabetes;
(i) artificial respiration and cardiopulmonary resuscitation;
() use of therapeutic oxygen and oxygen sets;
(K) poisoning;
() emergency childbirth;
(m) choking;
(n) stress reactions and allergic reactions;
(o) air sickness; and
(p) asthma.
NOTE: In order to complete satisfactory practical training in artificial respiration and

cardiopulmonary resuscitation, cabin crew must use a dummy specifically
designed for the purpose.

6.4 Fire and Smoke Training

It is particularly important that cabin crew should be given theoretical and practical
training in dealing with emergency situations involving fire and smoke in the cabin.
The training is to include:

(@)

(b)

(©)

(d)

the responsibility of cabin crew to deal promptly with emergencies involving
fire and smoke. Emphasis should be placed on the importance of identifying
the actual source of the fire;

the importance of informing the flight crew immediately fire or smoke is
discovered and of keeping them informed as the situation develops. The
importance of crew co-ordination and communication is to be emphasised,
together with an established procedure for communicating with the flight deck;

the importance of ensuring that passengers are aware of no smoking areas and
obey no smoking signs. Emphasis is to be placed on the frequent and
systematic checking of toilets (including smoke detectors) and other areas
which are not part of the seating accommodation;

a demonstration or film is required of fire extinguishers being used on various
types of fires. Fires are to be related to typical aircraft situations including
fires in galleys, toilets, upholstery, passenger service units and electrical
installations.
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6.5

6.6

6.7

6.8

6.9

6.9.1

6.9.2

6.9.3

6.9.4

6.9.5

Abusive Passengers

Operators are to give advice to cabin crew on the management of passengers who
become abusive; this often arises from excessive consumption of alcohol or the effects
of medication/drugs, or a combination of both.

Seat Allocation

Cabin crew are to be given training on the importance of correct seat allocation with
particular emphasis on the seating of disabled passengers and the necessity of seating
able-bodied passengers adjacent to unsupervised exits.

Prohibited Items and Dangerous Goods (DG)

Cabin crew should be given training in aspects of the carriage of prohibited items and
DG. DG training must comply with the requirements specified in the current edition
of the ICAQ Technical Instructions for the Safe Transport of Dangerous Goods by Air.

Flight Time Limitations

Cabin crew must be made familiar with the company flight time limitations scheme
and the statutory requirements regarding crew fatigue.

Crew Resource Management ( CRM ) Training

Operators must provide initial and recurrent CRM training for all cabin crew. Cabin
crew training should be combined, as far as practible, with flight crew training, to
promote awareness of flight crew management of various emergency situations and the
consequential effects on aircraft operation.

Combined training should include practice in aircraft evacuation and joint discussion
of emergency scenarios. Wherever practible, SCCMs should participate in flight
simulator Line Orientated Flying Training (LOFT) exercises.

Emphasis should be placed on the importance of effective co-ordination and two-way
communication between flight and cabin crew in various abnormal and emergency
situations. Emphasis should also be placed on co-ordination and communication within
the crew in normal operational situations including the use of correct terminology,
common language and effective use of communications equipment.

Cabin crew should be trained to identify unusual situations that might occur inside the
passenger compartment, as well as any activity outside the aircraft that could affect the
safety of the aircraft and/or passengers.

There should be effective liaison between flight and cabin crew training departments,
and provision should be made for flight and cabin crew instructors to observe and
comment on each others’ training.
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6.10  Senior Cabin Crew Member (SCCM) Training

Senior Cabin Crew Members should be given additional training on the following

topics:

@ items to be covered at pre-flight briefing of the operating cabin crew
including:
(i) allocation of cabin crew stations and responsibilities;

(i) aircraft type and equipment fit;
(iii)  area, route and type of operation e.g. ETOPS; and

(iv)  any special category passengers such as infants, disabled or stretcher
cases etc.

(b) co-operation within the crew:
Q) discipline, responsibilities and chain of command;
(i) importance of co-ordination and communication; and
(iii)  action in the event of pilot incapacitation.

(© review of legal and operator’s requirements:
(i passenger safety briefing , safety cards;
(i) securing of galleys;
(iii)  stowage of Cabin baggage;
(iv) restrictions on use of portable electronic equipment;
(v) procedure during turbulence;
(vi) procedures when fueling with passengers on board; and
(vii)  documentation.

(d) Human Factors and Crew Resource Management, including participation in
flight simulator LOFT exercises if practicable;

(e accident and incident reporting; and

()] flight and duty times limitations and rest requirements.
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7 AIRCRAFT TYPE TRAINING - ADDITIONAL ITEMS FOR CABIN CREW

7.1 Practical training

7.1.1 The following is the minimum level of training necessary to satisfy the relevant
requirements for cabin crew aircraft type training:

(@)

(b)

(©)

(d)

(e)
(f)
(9)

during ditching and evacuation drills, each trainee operates and actually opens
all normal and emergency exits; removes and positions for use at least one
escape rope; attaches escape slide fittings in their proper places; descends an
escape slide from a height representative of the aircraft main deck sill height
(not required for subsequent type training unless sill height is significantly
higher); locates and operates the megaphone; and removes life-rafts from
stowages and positions in the launching area. Additionally, the trainee must
demonstrate the ability to locate and remove from stowage the aircraft first aid
kits and hand fire extinguishers;

each trainee observes a practical demonstration of an escape rope being used
as a means of emergency evacuation; the inflation or release, as applicable, of
an escape slide; inflation of a life-raft; the survival equipment contained in the
life-raft; the contents of the first aid kits; administering supplemental crew and
passenger oxygen by portable equipment;

each trainee observes demonstrations of the use of the type of fire
extinguishers carried on the aircraft on various types of fire including
simulated galley, electrical and cabin furnishing fires. The demonstration
should also show the effect of misapplication of agents;

each trainee handles and uses each type of fire extinguisher carried on the
aircraft;

each trainee observes the inflation of an infant flotation cot;
each trainee practices the donning of oxygen masks carried in the aircraft; and

each trainee is familiarised with the use of the aircraft PA and interphone
system.

7.2 Evacuation Procedures and Emergency Situations

7.2.1 Emergency evacuation training is to include the recognition of particular types of
emergency situations. Cabin crew will also need to recognise when exits are unusable
or when evacuation equipment is unserviceable and to act accordingly to overcome
these problems. Circumstances might arise, such as the incapacitation of the flight
crew, where these drills might need to be initiated by cabin crew.

7.2.2  Cabin crew are to be trained to deal with the following specific emergency situations:

(a)
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an unpremeditated emergency on take-off or landing, including a ditching;
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8

8.1

8.2

9.1

9.2

9.3

9.4

RECURRENT TRAINING - ADDITIONAL ITEMS FOR CABIN CREW
The Annual Emergency Survival Test

Cabin crew should show a satisfactory knowledge of crowd control techniques, if
applicable, and of their role in the event of pilot incapacitation. Cabin crew should also
undertake first aid refresher training and pass an appropriate written test.

Periodic Practice
Cabin crew are to carry out the following practice once every three years:
@ pilot incapacitation drills, as specified at paragraph 7.4 of this Chapter; and

(b) practical training in artificial respiration and cardiopulmonary resuscitation
using a dummy specifically designed for the purpose.

APPROVAL OF AIRCRAFT EMERGENCY TRAINING APPARATUS AND
OF PERSONNEL CONDUCTING TRAINING AND TESTING WITH SUCH
APPARATUS

Operators may wish to conduct some of their emergency training and testing on
training apparatus rather than on an actual aircraft, in accordance with Schedule 11,
Part B 1. (1)(b) of the AN(HK)O. Where this is the case, the apparatus and the persons
controlling the apparatus must be formally approved by the CAD.

Operators wishing to obtain approval for their apparatus and personnel should apply to
the Flight Operations Inspectorate through their assigned Inspector to arrange an
inspection. Upon satisfactory conclusion of the inspection, an approval will be issued.
Renewal of the approval will be by similar inspection.

If it is proposed to use the apparatus for all practical emergency survival training and
testing, it will need to meet all the items in paragraph 9.4. However, approval may be
sought and given for limited use of apparatus, in which case only the relevant items
need be met.

Subject to the proviso in paragraph 9.3, the apparatus should accurately represent the
aircraft in the following particulars:

@ layout of the cabin in relation to exits, emergency exits, galley areas and safety
equipment stowage; dimensions should be an accurate representation typical
of aircraft in the fleet;
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9.5

9.6

(b) both cabin attendant and passenger seat positioning - with particular accuracy
where these are immediately adjacent to exits;

(© seat dimensions and seat pitch;

(d) operation of exits and emergency exits in all modes of operation particularly in
relation to method of operation and weight and balance;

(e extent of movement and associated forces of all controls for all equipment and
Services;

M provision of emergency equipment of the type provided in the aircraft;

(o) all cabin markings;

(h) all cabin lighting;

Q) cabin attendant communications equipment and associated control panels;
M evacuation slides, including normal and standby methods of operation; and
(K) height and angle of inflated evacuation slides.

Operators should nominate training personnel to be approved by the CAD for the
control of training apparatus. Operators must satisfy themselves that nominated
personnel have the qualifications and experience to conduct such training and that they
have undergone a period of training which the assigned Inspector may wish to observe.
All approved training personnel should be so nominated in the company training
manual.

An operator may arrange to use the apparatus and/or personnel of another operator. A
separate approval will be required in such cases. The training given must comply with
the training manual and operating procedures of the operator whose crews are being
trained and items covered in the apparatus may be restricted, if significant differences
of cabin layout and equipment exist.
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CHAPTER 6 APPENDIXA- AVIATION SECURITY TRAINING PROGRAMME
- ALL CREW

1. Training Programmes

1.1 Operators of Hong Kong registered aeroplanes shall establish and maintain an
approved security training programme which ensures crew members act in the most
appropriate manner to minimize the consequences of acts of unlawful interference. As
a minimum, this programme shall include the following elements:

a) determination of the seriousness of any occurrence;

b) crew communication and coordination;

C) appropriate self-defense responses;

d) understanding of behaviour of terrorists so as to facilitate the ability of crew

members to cope with hijacker behaviour and passenger responses;

e) live situational training exercises regarding various threat conditions;
) flight deck procedures to protect the aeroplane;
9) aeroplane search procedures and guidance on least-risk bomb locations where

practicable; and
h) post-incident concerns for crew.

1.2 Operators conducting helicopter operations shall establish and maintain a training
programme to acquaint appropriate employees with preventive measures and
techniques in relation to passengers, baggage, cargo, mail, equipment, stores and
supplies intended for carriage on a helicopter so that they contribute to the prevention
of acts of sabotage or other forms of unlawful interference.
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CHAPTER 6 — APPENDIX B — BUSINESS JET / GENERAL AVIATION - CABIN

1.1

1.2

13

14

15

1.6

CREW TRAINING

GENERAL

Under current legislation, aircraft registered in Hong Kong having 35 seats or less and
carrying less than 20 passengers, flying for the purpose of public transport, are not
required to have on board cabin crew for the purposes of performing duties in the
interests of the safety of passengers. However, it is CAD policy that where cabin crew
are boarded as members of the crew of such aircraft, operators are to ensure that these
cabin crew receive training, both initial and recurrent, in the use of safety and medical
equipment specific to their aircraft.

Crew Co-ordination

As with aircraft carrying a greater number of passengers/seats, business jets and those
of a similar category depend heavily upon well-integrated communication between the
whole crew to effectively contain an aircraft emergency. Cabin crew are to be aware
of the role that they can play in the bringing such an event to a successful conclusion.
Aircraft safety training sessions should include, where possible, the whole crew.

Health and Safety

The dangers inherent in many training situations should be well recognised by training
staff and should be taken into account in the formulation and execution of training.

Training Syllabus

A syllabus which covers familiarity with, and the use of, the equipment to be found on
board the specific aircraft, along with those topics generally applicable to an aviation
environment, should be specified in the appropriate manual. The syllabus should cover
induction and new-to-type training, as well as annual recurrent training.

Training Staff

Appropriately qualified staff should be chosen to act as training facilitators. Each
should be a qualified crewmember on the aircraft type upon which they are instructing.
On appointment a CAD inspector will observe a training session in order to approve
that appointment.

Records of Training and Tests

Records of all training and tests for each individual crewmember must be maintained
and available for periodic inspection by CAD staff. Initial and new-to-aircraft training
must be successfully completed prior to the first flight for the purpose of public
transport in the aircraft. Recurrent training should be undertaken within 13 months of
the previous qualification.
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1.7

2.1

2.2

3.1

3.2

3.3

Use of Training Aids

The impracticability for companies in this category to provide aircraft-type ‘mock-ups’
is acknowledged by the CAD. Recognised aids which adequately fulfil the training
requirement, would be acceptable to the CAD. This could include, but not be limited
to, video and multimedia presentations and instructor briefing. Companies are
encouraged, however, to utilise a dedicated training department where possible.

PURPOSE AND PROVISION OF TRAINING
Purpose

The purpose of emergency and survival training, practice and testing is to provide
crews with the knowledge, experience and confidence to deal effectively with
emergency and survival situations that could possibly be encountered.

First Aid Training

First aid training is to be given only by instructors qualified for the purpose.

INITIAL TRAINING - ALL CREW
Introduction

Crews should be acquainted with those physiological conditions which could possibly
be encountered in the course of a flight. In addition, they should be experienced in use
of the safety equipment to be found on their aircraft and the uses and limitations of such
equipment.

Aeromedical and First Aid Topics

Cabin crew should have an awareness of basic aeromedical situations, including such
aspects as the symptoms and treatment of hypoxia, hyperventilation, cardiac arrest, etc.
In addition, they should have training in simple first aid techniques. Practical training,
including the use and the limitations of both portable and fixed oxygen systems in the
aircraft must be experienced, as well as familiarity with the contents and use of the
aircraft first aid Kit.

Fire Fighting Training

Recognition of the type of fire, choice and use of fire fighting equipment should be
taught, including the inappropriate nature of certain types of fire extinguisher with
certain types of fire, in addition to the knowledge of the isolation of equipment in the
case of an electrical fire. The absolute need for continual liaison with cockpit crew in
the situation of a cabin fire must be emphasised.

Chap 6/22 June 2002 (Amdt 12)



Air Operator’s Certificates CAD 360
Operation of Aircraft Part ONE

3.4

3.5

4.1

4.2

Aircraft Evacuation and Survival Equipment

Cabin crew must be conversant with the means by which passengers may be evacuated
from the aircraft, both via emergency exits and through aircraft entry doors, and with
all equipment related to evacuation. Where possible, removal of emergency exits
should be experienced on initial training. Where liferafts are carried as permanent
aircraft equipment, cabin crew should have instruction upon from where, and how,
they are launched and the purposes and use of the safety equipment carried on board
the rafts.

Pilot Incapacitation

Training in the identification of pilot incapacitation and the actions to be taken in such
a situation must be given. This should include use of related equipment in the cockpit
and the ability to secure the incapacitated pilot and the function of the pilot’s seat
controls. Practice in reading the cockpit checklist and its facilitation should be given.

RECURRENT TRAINING

All flight crew, including cabin crew, should undergo Aircraft Emergency Procedures
training (AEP) on a recurrent basis. This should be done at not more than 13 month
intervals and, as in the case of initial and new-to-type training, culminate in an
examination. Records of such training and the results of examinations should be kept
for the perusal of the CAD.

Activities such as the opening and removal of an emergency exit and the hands-on use
of fire extinguishers should be carried out every three years.
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CHAPTER 7 - CABIN SAFETY

1

11

111

1.1.2

1.1.3

1.2

121

1.2.2

1.2.3

CABIN CREW

Age/Medical Requirements

A cabin crew member should be at least 18 years of age and have passed an initial
medical examination or assessment and been found medically fit to discharge the duties
specified in the operations manual. An operator must ensure that cabin crew members
remain medically fit to discharge such duties.

The initial medical examination or assessment, and any re-assessment, of cabin crew
members should be conducted by a medical practitioner registered in Hong Kong.
However, when necessary, the final authority rests with a Hong Kong AMA.

The following medical requirements are applicable to cabin crew members:

@ good general health;

(b) freedom from any physical or mental illness which might lead to incapacitation
or inability to perform cabin crew duties;

© normal cardiorespiratory function;

(d) normal central nervous system;

(e adequate visual acuity - 6/9 with or without glasses;

)] adequate hearing; and

9) normal function of ear nose and throat.

Senior Cabin Crew members

Whenever more than one cabin crew member is carried on a flight, the operator must
nominate a senior cabin crew member. The senior cabin crew member will be
responsible to the commander for the conduct and co-ordination of the cabin safety and
emergency procedures specified in the operations manual.

An operator shall not appoint a person to the post of senior cabin crew member unless
that person has at least one year’s experience as an operating cabin crew member and
has completed an appropriate course of training.

An operator shall establish procedures to select the next most suitably qualified cabin
crew member to operate as senior cabin crew member in the event of the nominated
senior cabin crew member becoming unable to operate. Such procedures must be

acceptable to the CAD and take into account the cabin crew member’s operational
experience.
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13 Cabin Crew Complement

1.3.1 Itis incumbent on operators to ensure that passenger-carrying public transport aircraft
do not fly with lesser numbers of cabin crew than the law prescribes. Furthermore,
minimum numbers specified in operations manuals should take full account of all the
factors detailed below.

1.3.2 Required Complement
The complement specified will be that calculated in accordance with Article 18(7)(c)
of the Air Navigation (Hong Kong) Order 1995, or for wide bodied aircraft one Cabin
Crew member per door that is designated an Emergency Exit, whichever is the higher.
In exceptional circumstances the complement may be reduced and will become that
specified in a Permission granted in accordance with the provision to Article 18(7).

1.3.3  Minimum Complement
The minimum complement specified in the operations manual will be not less than the
required complement but may be greater. Factors that should be taken into account
when calculating the minimum complement will include:
@) the number of exits;
(b) the type of exits and their associated slides;

(c) the location of exits in relation to cabin crew seats and cabin layout;

(d) the location of cabin crew seats taking into account cabin crew duties in an
emergency evacuation including:

Q) opening floor level exits and initiating stair or slide deployment;
(i) assisting passengers to pass through exits; and

(iii)  directing passengers away from inoperative exits, crowd control and
passenger flow management.

()] actions required to be performed by cabin crew in ditching emergencies,
including the deployment of slide-rafts and the launching of life-rafts; and

(9) the number of crew who actively participated in the cabin during the
emergency evacuation demonstration for aircraft certification.
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134

1.35

1.3.6

14

141

1.4.2

NOTE: Having regard to all the considerations listed above, the minimum acceptable
complement of cabin crew will, in most circumstances, be not less than one
cabin crew to serve every floor level exit. This number might not always be
appropriate, for example, where the position of floor level exits in a cabin is
such that it enhances the importance of non floor level exits e.g. overwing exits,
when consideration should be given to seating cabin crew adjacent to the latter.
Also, this number could even be excessive; for example when, as on some
narrow-body aircraft, two floor level exits are very close together it is
reasonable to expect one cabin crew to open both exits and initiate stair or slide
deployment in turn before assisting evacuation from both simultaneously.

Normal Complement

The normal complement will be not less than the required complement and may be
greater than the minimum complement. Its use would be to guide rostering staff to
crew the cabin to a level required to provide a service to passengers that could not be
achieved with lesser numbers.

When scheduling cabin crew for flights, rostering procedures should take account of
the experience of each cabin crew member such that the required cabin crew includes
some cabin crew members who have at least three months operating experience as a
cabin crew member.

If operators should seek alternative solutions, it will be for them to satisfy the CAD that
such lesser numbers of cabin crew as they wish to specify are so positioned throughout
the aircraft and have such drills specified that they can reasonably be expected to
manage any cabin emergency that might arise. In circumstances such as these,
operators should pay particular attention to ensuring that cabin crew who have least
experience of working in the aircraft or with the operator are paired with those who are
well experienced.

Operation on more than One Type or Variant
Cabin crew may not normally operate on more than three aircraft types except that,
with the agreement of the CAD, they may operate on four types provided that safety

equipment and emergency procedures for at least two of the types are similar

For the purposes of paragraph 1.4.1, variants of a particular aircraft type are considered
to be different types if they are not similar in all of the following aspects:

@ emergency exit operation;
(b) location and type of safety equipment; and

) emergency procedures.

January 2009 (Amdt 26) Chap 7/3






Air Operator’s Certificates CAD 360
Operation of Aircraft Part ONE

1.7.4

2.1

211

212

2.2

221

2.2.2

2.3

231

All chains worn around the neck and unconcealed by clothing have the potential to
snag and so hamper movement. At worst they can be a cause of injury to the wearer.
Both the restriction of movement and the risk of injury that may occur when neck
chains are worn have the potential to inhibit crews from carrying out their duties.
Operators must therefore instruct crews to remove unconcealed neck chains when on
board aircraft. If there is a requirement that ID cards must be displayed, other forms of
attachment must be used, care being taken to ensure that this does not result in loose
chains continuing to present a risk of snagging.

CABIN SAFETY MANAGEMENT
Pre-departure Procedures

Operators should establish check-in and boarding gate procedures and, where
applicable, training for their traffic staff and handling agents. Emphasis should be
placed on the need for these personnel to identify and resolve potential difficulties in
seat allocation (see also paragraphs 2.2 and 2.3), excess cabin baggage, the carriage of
dangerous goods, drunken or unruly passengers, including boarding refusal, before
passenger embarkation begins. This is of particular importance at overseas departure
points.

Similar instructions and training should also be given to cabin crew to deal with
problems which may have been missed at check-in.

Seat Allocation

The following types of passengers should not be seated where they could obstruct
emergency exits, impede the crew in their duties, obstruct access to emergency
equipment or hinder aircraft evacuation:

€)) handicapped people, including the blind and deaf. Only one such passenger
should be allocated to each floor level exit;

(b) persons who are elderly or frail,
(c) children and infants, whether accompanied or not;
(d) deportees or prisoners in custody; and

(O] obese passengers.

Handicapped passengers should be seated as close to emergency exits as the above
limitations allow. Operators should refer to FON 04/2008 for detailed guidance on the
handling of passengers with disabilities.

Seat Allocation at Self-help ( Types 111 and 1V ) Exits
Seats which form the access route from the cabin aisle to these exits should only be

allocated to passengers who appear capable of operating and/or assisting with the
operation of the exit; check-in staff should identify likely candidates for these seats.
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2.3.2

24

24.1

24.2

243

2.5

25.1

252

253

254

2.6

26.1

2.6.2

2.7

2.7.1

On no account should the types of passengers, listed in paragraph 2.2.1 be allocated
seats which form the access route from the cabin aisle to these types of exit. Preference
should be given, where possible, to seating non operating crew at these locations.

Drunken Passengers

Article 49 of the AN(HK)O states that "A person shall not enter any aircraft when
drunk or be drunk in any aircraft".

Operators are to provide instructions, advice and training to all relevant staff on dealing
with passengers who have been drinking excessively. Such advice should include
when to deny boarding rights and reiterate the commander’s prerogative to exercise the
powers, as conferred by the AN(HK)O, to protect the safety of the aircraft and
passengers.

Drunken passengers constitute not only a possible source of annoyance to fellow
passengers but also a hazard to flight safety. Potentially hazardous incidents should be
reported through the MOR scheme.

Stowage of Cabin Baggage

Cabin baggage may only be stowed in approved locations. Operators should provide
clear and unequivocal advice on which areas are approved.

Overhead lockers and other stowages must be clearly placarded with weight limitations
and enclosed by latched doors or load bearing nets as appropriate; cabin crew must be
made aware of the need to ensure that limitations are not exceeded.

Underseat stowages may only be used if the seat is equipped with a restraint bar and the
baggage is of a size to fit under the seat.

Baggage must not be stowed in toilets, immediately forward or aft of bulkheads, or in
such a manner that it will impede access to emergency equipment. Particular attention
must be paid to maintaining the integrity of all evacuation routes.

Stowage of Catering Supplies and Crew Effects

All catering supplies, blankets, pillows, newspapers etc. are to be securely stowed in
approved areas for take-off and landing.

Similarly, crew effects, including baggage and clothing, must be stowed in approved
areas. Particular care must be taken to ensure that doors and exits, including operating
handles, are not obstructed nor ready access to emergency equipment precluded.

Carriage of Aerosols
Advice and instructions should be provided to crew on the carriage of aerosols. In

particular, the potential fire hazard posed, and how this may be obviated by careful
stowage should be emphasised.

Chap 7/6 January 2009 (Amdt 26)



Air Operator’s Certificates CAD 360
Operation of Aircraft Part ONE

2.7.2

2.8

2.9

2.10

2.10.1

2.10.2

2.10.3

3.1

3.11

Unless it is unavoidable, aerosols should not be used for dispensing air fresheners,
insecticides or other similar agents.

Portable Electronic Equipment

The CAD has considered evidence that navigation equipment may malfunction as a
result of interference from passengers’ portable electronic equipment. At the request
of the commander, cabin crew may be required to check the cabin for portable
electronic equipment being used by passengers.

Spillage of Drinks

There is an obvious potential for a major incident to occur when such items as
conductive liquids in open containers, cutlery etc are mishandled on aircraft flight
decks. All operators are requested to review their procedures for handling drinks and
other items in and around the flight deck, as appropriate. Clear advice should be given
to all crew on how best to route drinks when passing them about, so as to avoid any
risk of accidental spillage on to electrical equipment

Security of Flight Crew Compartment

Operational procedures must be in place to prevent unauthorized persons from entering
the flight crew compartment. Particular attention must be paid to entering and exit
procedures, monitoring of door area, and procedures for crew leaving the flight crew
compartment.

Operators shall also establish a policy and procedures with regard to cabin crew
notification to flight crew in the event of suspicious activity or security breaches in the
cabin.

FON 04/2002 remains current and shall be referred to by operators.

SAFETY BRIEFING
Passenger Briefing

Passengers are to be given a pre-departure briefing, without distraction by other cabin
activities. The briefing should cover all relevant points appropriate to the aircraft type
and operation being undertaken. The following points must be pointed out by
demonstration or video:

@) seat belt operation;

(b) location of emergency exits, including any unserviceabilities;
) life-jacket operation, where required; and

(d) operation of drop-out oxygen, where required.

Passengers’ attention must be drawn to smoking restrictions; when appropriate, the
availability of infant life-jackets and flotation cots; the need for children’s and babies
oxygen masks to be fitted after those of their accompanying elders; and advice on
wearing seat belts at all times.
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3.2.1

3.2.2

3.2.3

3.24

The location of floor lighting systems must be included in the briefing and, where
possible, the system should be activated for a few seconds.

Passengers’ attention should be drawn to the safety card and mention made of the
instructions for operating types Il and 1V exits, if appropriate.

Attention should also be drawn to restrictions on the use of personal electronic
equipment, including mobile telephones; this is to be repeated prior to landing.

here briefings are given by the use of a video presentation, cabin crew must monitor
screens to ensure that each passenger receives a full briefing and, particularly with
larger aircraft, physically indicate the nearest available exit. Where passengers have
not, or cannot (because of location), received a full briefing by video, individual
briefings must be given.

Operators should ensure that their crew drills include a procedure for passengers to be
warned of impact so that they can adopt the brace position at the appropriate time
before impact.

Passenger Safety Cards

The passenger safety briefing must be supplemented with a pictorial safety notice
relevant to the type of aircraft and its safety equipment (passenger safety card).
Information contained in the card must be consistent with the briefing. A copy of each
card currently in use must be lodged with the Flight Operations Inspectorate.

The card is to be designed and produced as an entity separate from any other literature.

It should be located so that the seated passenger can readily see and identify it; a
distinctive message that it contains safety information should be placed at the top of the
card.

Equipment and operating methods should be depicted pictorially, using internationally
recognised symbols wherever possible. Any wording, which should be kept to a
minimum, is to be in English with equivalent Chinese characters.

Passenger safety cards must provide the following information:

@ seat belts - instructions for fastening, adjusting and unfastening;
(b) exit location - routes to exits should be indicated,;

(© exit operation - for all types of exit fitted. Illustrations should depict a person
operating the exit with the direction of the movement of handles clearly
indicated;

(d) use of evacuation slides - depicting the correct method of use, the manual
inflation handle and discarding high heeled shoes;

Q) brace positions - for all types of seat orientation and pitch in use on the aircraft;

4] oxygen masks - instructions on locating, donning and adjusting the mask;
initiating oxygen flow. Instructions should be given that masks should be
fitted to children only after their guardians have fitted their own;

Chap 7/8 February 2009 (Amdt 27)



Air Operator’s Certificates CAD 360
Operation of Aircraft Part ONE

4.1

4.2
421

(@) life-jackets - removal from stowage, removed from container and inflation.
The card must show that, excepting children, the life-jacket must not be
inflated within the cabin; and

(h) life-rafts - location, removal, preparation for use. inflation and launching.
Launching locations should be indicated.

Additionally, operators may wish to include the following:
@) Smoking - restrictions;
(K) Seatbacks and trays - upright and stowed for take-off and landing; and

() Emergency floor path lighting systems.

CABIN CREW DUTIES
Pre-flight Briefings

Cabin crew should be given a safety briefing prior to the commencement of any flight
and, in a series of consecutive flights, after each full rest period. Consideration should
be given to the following:

@ areas dedicated to pre-flight briefing usage that afford privacy should be
provided;

(b) copies of the relevant cabin safety manual and current safety notices must be
available;

(© all cabin crew present should be required to answer satisfactorily at least one
guestion on aircraft safety (emergency drills, safety equipment location and
usage) or one on first aid;

() the allocation of cabin crew to specific seats in the passenger compartment,
where applicable, should take due account of the need to ensure that no area
is devoid of persons who have experience in the conduct of safety-related
duties;

(e safety ‘reminders’ that address any recent changes to safety-related issues or
any perennial problems should be given; and

()] action to be taken by the Senior Cabin Crew Member (SCCM), if it becomes
apparent that any crewmember displays inadequate knowledge of
safety-related issues.

Allocation of Cabin Crew Stations

General

Arrangements should be made, preferably during rostering, to ensure an even spread of
experienced cabin crew through the aircraft. SCCMs should allocate duties and
positions on the day with this in mind. The SCCM must occupy an approved crew seat
for all take-offs and landings.
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4.3

4.4

4.5

451

452

453

454

4.6

4.7

Senior Cabin Crew Member Seating

When the assigned crew station of the SCCM does not allow immediate access to the
flight deck, operators must specify drills which reflect the following:

@ the cabin crew seated closest to the flight deck should be responsible for
communicating with the flight deck crew in the event of any emergency on
take-off or landing; and

(b) emergency evacuation procedures should require the SCCM to remain at his or
her station and to control and operate the emergency exits.

Embarkation and Disembarkation of passengers

Instructions should be available to crews for marshalling of passengers at stations
where ground handling staff are unavailable.

Arming and Disarming Slides

Slides should be armed as soon as obstructions to their deployment (steps, jetties etc)
are removed and clear. Slides should remain armed after landing until arrival ‘on
stand’. Crews should be aware of the dangers of accidental deployment.

Duties Prior to Take-off and Landing

Cabin crew carried in accordance with AN(HK)O requirements should remain at their
stations with harnesses fastened, except when performing duties related to the safety of
the aircraft and its passengers.

All catering and other equipment is to be stowed prior to take-off.

All items of galley electrical equipment should be switched off.

Operators must ensure that at any time the aircraft is on the ground, provision for the
safe and rapid evacuation of passengers in an emergency is maintained.

Cabin Lights for Take-off and Landing

The dimming of interior cabin lights, particularly when taking-off and landing at night,
is recommended.

Refuelling Operations with Passengers on Board

When operators wish to refuel aircraft with passengers on board, instructions should be
issued to crews. Instructions should cover at least the following points:

@) aircraft steps and jetties, and cabin crew positions;

(b) smoking prohibition;
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48.1

4.8.2

5.1

5.11

5.1.2

5.2

5.3

5.3.1

5.3.2

(©) restriction on use of electrical equipment and switch gear; and
(d) slide arming and clearance area.

Operators should discuss such proposals with their assigned Inspectors.
Flight Crew and Cabin Crew Liaison

Operators’ instructions should be clear on the need for good liaison to exist between
flight crew and cabin crew.

A means must be established for the conduct of liaison. Such liaison should extend
until after the aircraft has arrived at its final destination where, for instance, cabin
safety equipment defects may need to be attended to.

SAFETY, EMERGENCY AND SURVIVAL EQUIPMENT
Provision of Oxygen Equipment

The amount of oxygen to be carried and the number of passengers for whom suitable
masks must be made available vary with operating altitude, attainable rate of descent
and Minimum Safe Altitude (MSA).

Information and instructions must be provided by the operator to his operating staff to
ensure that flights may be conducted in accordance with the relevant legislation. Any
aircraft which is not correctly equipped must be appropriately restricted in its use, e.g.
by imposition of operating altitude or route restrictions, until such time as an
appropriate scale of oxygen and equipment is fitted or repairs effected.

NOTE: Information on the dangers of explosion caused by the proximity of any
oxygen equipment, including therapeutic oxygen, to any naked flame or
incipient fire must be stressed.

Re-stowage of Oxygen Masks

It is recommended that cabin crew do not attempt to re-stow oxygen masks after
deployment. Damage to the equipment and possibly cabin crew injury may result.
Re-stowage of such equipment should be undertaken by maintenance personnel only.

Portable Protective Breathing equipment

Portable Protective Breathing Equipment (PPBE) must be approved by the CAD.
Advice on which equipment has been approved may be obtained from the CAD’s
Airworthiness Office.

PPBE units are to be stowed as close to the crew station as practicable and must be
readily accessible. Pre-flight serviceability checks must be capable of being readily
achieved.
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5.4

54.1

5.4.2

543

5.4.4

Operators should ensure that transportation security or any other seals are removed
prior to installation on the aircraft.

Failures or any problems associated with PPBE must be reported via the Mandatory
Occurrence Reporting scheme (MOR) to the Airworthiness Office.

Carriage of Tropical and Polar Survival Equipment
The AN(HK)O specifies the type and quantity of equipment which is required to be
carried on flights over areas where, in the event of an emergency landing, tropical or
polar conditions are likely to be met. Such areas are defined as follows:
@ Tropical Areas

(M those parts of Asia south of latitude 40°N;

(i) Africa;

(iii)  Central and South America; and

(iv) New Guinea and the remote central areas of Australia.
(b) Polar areas

(i) areas north of latitude 66°33’N and south of latitude 66°33’S;

(i) that area of North America north of 60°N and between longitude 60°W
and 175°W (Seasonal);

(iif)  that part of Asia north of latitude 40°N and east of longitude 45°E, but
excluding mainland Japan (Seasonal); and

(iv)  that part of Europe, including the UK, north of latitude 56°N
(Seasonal).

Carriage of such equipment is not required if an aircraft flies within the areas detailed
at paragraph 5.4.1 of this section and an emergency landing can be made where polar
and tropical conditions are not likely to be encountered, provided the same range and
performance criteria detailed in the ‘circumstances of flight’ column of paragraph 4 of
Schedule 5 to the AN(HK)O, to establish whether sea survival equipment (scale K)
needs to be carried, are not exceeded.

Polar survival equipment will usually be required to be carried during the period
November to April inclusive. Flights conducted north of the Arctic Circle are unlikely
to be affected by seasonal variations in climate thus requiring the carriage of such
equipment at all times of the year.

Some States call for the carriage of particular survival equipment on flights over their
territory. Operators should familiarise themselves with these requirements.
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5.4.5 Special consideration should be given to the carriage of durable water containers to
take advantage of fresh water supplies on board the aircraft.

5.4.6 For operations by helicopters and small aeroplanes in desert areas, where Search and
Rescue (SAR) facilities are known to be limited and climatic conditions are particularly
inhospitable, tropical equipment will be considered necessary. Similarly for operations
in wintry conditions, particularly by helicopters, consideration should be given to the
carriage of polar equipment.

55 Search and Rescue

5.5.1 The operations manual shall include the ground-air visual signal code for use by
survivors, as contained in ICAO Annex 12.

5.6 Carriage of Life-jackets and Flotation Cots for Children and Infants

5.6.1 Arrangements must be made to ensure that appropriate survival equipment is available
for children and infants prior to the despatch of an aircraft.

5.6.2 On flights where life-jackets are to be carried, the following equipment is required to
be provided for each child and infant:

@) children of 3 years and over:
an adult life-jacket which has been approved for use by children;

(b) infants between 18 months and 3 years:
an approved infant life-jacket;

(©) infants under the age of 18 months:
an approved flotation cot.

NOTE: Infant flotation devices are approved solely for the purpose of protection and
flotation on water and not as restraint devices prior to impact. ‘Approved’ in
the above context refers to the approval obtained by the equipment’s
manufacturer.

5.6.3 Operators should establish procedures for the provision and re-provision of such
equipment, when standard aircraft installations are supplemented by uplifts at route
stations.

5.7 Waste Containment

5.7.1  All receptacles for towels, paper and other waste are to be constructed of materials
resistant to fire as required by the relevant airworthiness requirements. Their fire
containment is to be demonstrated by test.

5.7.2 Waste bags are not approved by the CAD. It is, however, the responsibility of the

operator to control the quality of their waste bags in order that resistance to fire is
maintained; the fire containment must be demonstrated by the test. For further
information contact the Airworthiness Office.
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Waste bags may only be stowed in toilet compartments during the final phases of flight,
provided that they contain only low density waste such as paper and plastic cups.
ABNORMAL AND EMERGENCY PROCEDURES

Turbulence

If turbulence is forecast, the aircraft commander should brief the SCCM prior to
departure.

When turbulence is encountered, the commander should direct appropriate action via
the SCCM.

If in-flight service is to be discontinued, all trolleys, galleys and cabin equipment are to
be secured and checks undertaken to ensure that passengers are seated with their
seatbelts fastened.

Cabin crew should take their seats and fasten harnesses as soon as is reasonably
practicable.

Operators should have in place procedures regarding the avoidance and handling of
in-flight turbulence. Regular review should be carried out with respect to the
following:

@ Preflight briefing by flight crew to the cabin crew and the passengers of the
forecasted turbulence;

(© Proper and effective weather assessment before and during flight by all
available means;

(d) Commitment to SOP with regard to seat-belt usage, turbulence and weather
avoidance techniques and effective communication during the flight;

(e CRM training for crew members;

0] Effective training to prevent or mitigate injuries to cabin crew caused by
turbulence;

@) Establishment of policy and procedures as to when cabin crew should be seated
taking into account the potential risk of turbulence in flight.

Cabin Fires

Cabin attendants must continually survey the aircraft cabin and galley areas for
potential and existing fires.

Additionally, a frequent check of toilet areas must be undertaken, noting in particular
that smoke sensors remain unblocked.

Chap 7/14 December 2009 (Amdt 30)



Air Operator’s Certificates CAD 360
Operation of Aircraft Part ONE

6.2.3  On detecting a fire and/or smoke, the flight crew must be informed immediately of its
location, source and severity and be kept informed as the situation develops.

6.2.4  After a fire has been extinguished, the area around it must be monitored for potential
re-ignition.

6.3 Oven Fires

6.3.1 Oven fires can be caused by a variety of factors the dangers of which would be
minimised by thorough inspections of ovens both for cleanliness and for the presence
of foreign objects.

6.3.2 The primary hazard from an oven fire occurs when the door of a heated oven is opened.
The introduction of outside oxygen can cause a flash fire. In dealing with an oven fire
or oven overheat, the following procedure is recommended:

@ isolate the electrics and keep the door closed. In most incidents the fire will
self-extinguish;

(b) monitor the situation. Have a fire extinguisher, fire gloves and protective
breathing equipment (PPBE) to hand; and

(© if the situation worsens, or it is thought that fire still exists in the oven, open
the oven door just enough to insert the nozzle of the fire extinguisher. Insert
the nozzle of the fire extinguisher and discharge a small amount of the
extinguishant; consideration should be given to donning PPBE and fire
gloves prior to opening the oven door. Close the oven door and monitor the
oven. Repeat this procedure if necessary.

6.4 Ban on the use of Therapeutic Oxygen whilst Fire Fighting

The use of therapeutic oxygen whilst fire-fighting is extremely hazardous since
therapeutic oxygen may itself feed the fire, thus resulting in severe injuries to the crew
member wearing the equipment. Additionally, therapeutic oxygen equipment only
provides a low supplemental oxygen flow which will afford little relief in a
smoke-laden atmosphere.

6.5 Bomb Warning Procedures
On receipt of a bomb-on-board warning, the SCCM is to implement the procedures

detailed in the Operations Manual and associated aircraft checklists, as directed by the
aircraft commander.
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