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Annex V to ED Decision 2021/005/R

‘AMC and GM to Part-NCC — Initial Issue, Amendment 13’

The Annex to Decision 2013/021/R of 23 August 2013 is hereby amended as follows:

The text of the amendment is arranged to show deleted, new or amended text as shown below:

— deleted text is marked with strike-through;

— new or amended text is highlighted in blue;

— an ellipsis ‘[...]" indicates that the rest of the text is unchanged.

INSPECTIONS AND CHECKS OF RECORDINGS
A flial ori ired od:

(a)

£The operator should perform an inspection of the FDR recording and the CVR recording every year
unless one or more of the following applies:

(1)

(2)

If the flight recorder records on magnetic wire or uses frequency modulation technology, the
time interval between two inspections of the recording should not exceed three 3 months.

If the flight recorder is solid-state and the flight recorder system is fitted with continuous
monitoring for proper operation, the time interval between two inspections of the recording
may be up to £we 2 years.

In the case of an aircraft equipped with two solid-state flight data and cockpit voice combination
recorders, where

(i) the flight recorder systems are fitted with continuous monitoring for proper operation,
and

(ii)  the flight recorders share the same flight data acquisition, a comprehensive inspection of
the recording needs only to be performed for one flight recorder position. The inspection
of the recordings should be performed alternately so that each flight recorder position is
inspected at time intervals not exceeding feur 4 years.

Where all ef the following conditions are met, the inspection of FDR recording is not needed:

(i) the aircraft flight data is are collected in the frame of a flight data monitoring (FDM)
programme;

(ii)  the data acquisition of mandatory flight parameters is the same for the FDR and for the
recorder used for the FDM programme;
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(b)
(c)

(de)

(e€)
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(iii)  an inspection similar to the inspection of the FDR recording and covering all mandatory
flight parameters is conducted on the FDM data at time intervals not exceeding twe 2
years; and

(iv) the FDR s solid-state and the FDR system is fitted with continuous monitoring for proper
operation.

£The operator should perform every five 5 years an inspection of the data link recording.

The operator should perform, at time intervals not exceeding 2 years, an inspection of the recording
of flight recorders other than an FDR, which are installed on an aircraft in order to ensure compliance
with CAT.IDE.A.191 or CAT.IDE.H.191;

wWhen installed, the aural or visual means for preflight checking of the flight recorders for proper
operation should be used every-day on each day when the aircraft is operated. When no such means
is available for a flight recorder, the operator should perform an operational check of this flight
recorder at time intervals not exceeding 150 flight hours or 7 seven calendar days of operation,
whichever is considered more suitable by the operator.

£The operator should check every 5 five years, or in accordance with the recommendations of the
sensor manufacturer, that the parameters dedicated to the FDR and not monitored by other means
are being recorded within the calibration tolerances and that there is no discrepancy in the engineering
conversion routines for these parameters.

GM1 NCC.GEN.145(b) Handling of flight recorder recordings:

preservation, production, protection and use
INSPECTION OF THE FLIGHT RECORDERS’ RECORDINGS FOR ENSURING SERVICEABILITY

(a)

The inspection of the recorded flight parameters FbR+ecerding-usually consists of the following:
(1) Making a copy of the complete recording file.

(2)  Converting the recording to parameters expressed in engineering units in accordance with the
documentation required to be held.

(3) Examining a whole flight in engineering units to evaluate the validity of all mandatory
parameters — this could reveal defects or noise in the measuring and processing chains and
indicate necessary maintenance actions. The following should be considered:

(i) when applicable, each parameter should be expressed in engineering units and checked
for different values of its operational range —for this purpose, some parameters may need
to be inspected at different flight phases; and

(i)  (onlyapplicable to an FDR) if the parameter is delivered by a digital data bus and the same
data are utilised for the operation of the aircraft, then a reasonableness check may be
sufficient; otherwise a correlation check may need to be performed:

(A)  areasonableness check is understood in this context as a subjective, qualitative
evaluation, requiring technical judgement, of the recordings from a complete flight;
and

(B) acorrelation check is understood in this context as the process of comparing data
recorded by the flight data recorder against the corresponding data derived from
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flight instruments, indicators or the expected values obtained during specified
portion(s) of a flight profile or during ground checks that are conducted for that
purpose.

(4) Retaining the most recent copy of the complete recording file and the corresponding recording
inspection report that includes references to the documentation required to be held.

(b)  When performing the €VR—recerding inspection _

precautions need to be taken to comply with NCC.GEN.145(f)(1a). The inspection of the V¥R -
recording usually consists of:

(1)  checking that the €/R _ operates correctly for the nominal duration of the
recording;

(2)  examining—wherepracticablea samplel of in-flight - recording efthe-CVR _
- for evidence that the signal is acceptable on each channel _;

and

(3) preparing and retaining an inspection report.

GM3 NCC.GEN.145(b) Handling of flight recorder recordings:

preservation, production, protection and use
CVR AUDIO QUALITY

AMC1 NCC.GEN.145(f)(1) Handling of flight recorder recordings:

preservation, production, protection and use
USE OF SR RECORDINGS FOR MAINTAINING OR IMPROVING SAFETY
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(a)

(b)

(c)

(d)
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The procedure related to the handling of audio recordings from flight recorders and of their transcripts
cockpitvoicerecorder{CVR}recordings should be writtenina-documentwhichshould-be-documented
and-signed by all parties (aircraft operator, crew members, maintenance personnel if applicable). This
procedure should take into account Regulation (EU) 2016/679* and, as a minimum, define:

(1) the method to obtain the consent of all crew members and maintenance personnel concerned;

(2)  an access and security policy that restricts access to audio recordings from flight recorders and

their transcripts S\VRrecordingsand-identified-CVR-transeripts to specifically authorised persons
identified by their position;

(3) aretention policy and accountability, including the measures to be taken to ensure the security

of audio recordings from flight recorders and their transcripts the-C\R—recordings—and—CVR
transeripts and their protection from misuse. The retention policy should specify the period of

time after which such audio €¥R recordings and identified €¥R transcripts are destroyed; ané

(4) a description of the uses made of audio recordings from flight recorders and their transcripts
he CUR . of thei ints.
(5) the participation of flight crew member representatives in the assessment of audio recordings
from flight recorders and their transcripts;

(6) the conditions under which advisory briefing or remedial training should take place; this should
always be carried out in a constructive and non-punitive manner; and

(7) the conditions under which actions other than advisory briefing or remedial training may be
taken for reasons of gross negligence or significant continuing safety concern.

Each time an audio recording file from a flight recorder a-C\R—+ecerdingfile is read out under the
conditions defined by NCC.GEN.145(f)(1):

(1) parts of the €4R audio recording file that contain information with a privacy content should be
deleted to the extent possible, and it should not be permitted that the detail of information with
a privacy content is transcribed; and

(2) the operator should retain, and when requested, provide to the competent authority:
(i) information on the use made (or the intended use) of the €¥R audio recording file; and

(ii)  evidence that the persons concerned consented to the use made (or the intended use) of
the €¥R audio recording file.

The person who fulfils the role of a safety manager should also be responsible for the protection and
use of the-C\VRrecerdingsand-the CVR-transeripts-audio recordings from flight recorders and their
transcripts, as well as for the assessment of issues and their transmission to the manager(s) responsible
for the process concerned.

In case a third party is involved in the use of audio recordings from flight recorders €\/R—+ecerdings,
contractual agreements with this third party should,~when-applicable; cover the aspects enumerated
in (a) and (b).

1

Regulation (EU) 2016/679 of the European Parliament and of the Council of 27 April 2016 on the protection of natural persons
with regard to the processing of personal data and on the free movement of such data, and repealing Directive 95/46/EC (General
Data Protection Regulation) (OJ L 119, 4.5.2016, p. 1).
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CEVR-RECORDING INSPECTION OF AUDIO RECORDINGS FOR ENSURING SERVICEABILITY

(a)

(b)

When an inspection of the audio recordings from a flight recorder the-C\R+ecerding is performed for
ensuring audio quality and intelligibility of recorded communications:

(1)

(2)

(3)

(4)

(5)

the privacy of the audio €¥R recordings should be ensured (e.g. by locating the replay equipment
in a separated area and/or using headsets);

access to the €¥R replay equipment should be restricted to specifically authorised persons
identified by their position;

provision should be made for the secure storage of the €¥R recording medium, the audio €%k
recording files and copies thereof;

the audio €& recording files and copies thereof should be destroyed not earlier than 2 twe
months and not later than 1 ene year after completion of the E&¥/R—+ecerding inspection of the
audio recordings, except that audio samples with no privacy content may be retained for

enhancing this the-C\R-recerding inspection (e.g. for comparing audio quality);

only the accountable manager of the operator; and, when identified to comply with
ORO.GEN.200, the person fulfilling the role of safety manager should be entitled to request a
copy of the audio €/R recording files.

The conditions enumerated in (a) should also be complied with if the inspection of the audio €¥R
recordings is subcontracted to a third party. The contractual agreements with the third party should
explicitly cover these aspects.

USE OF IMAGES FROM THE FLIGHT CREW COMPARTMENT FOR MAINTAINING OR IMPROVING SAFETY
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AMC1 NCC.GEN.145(f)(3a) Handling of flight recorder recordings:
preservation, production, protection and use
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GM1 NCC.GEN.145(f) Handling of flight recorder recordings:
preservation, production, protection and use

GM1 NCC.OP.185 Ice and other contaminants — ground procedures
TERMINOLOGY
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Terms used in the context of de-icing/anti-icing have the meaning defined in the following subparagraphs.
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—
weather, typically by applying anti-icing fluids on uncontaminated aircraft surfaces.

(b)  “Anti-icing fluid includes, but is not limited to, the following:

(1) Typically, Type Il Iil or IV fluid (neat or diluted), normally applied unheated (*);

(2)  Typelfluid/water mixture heated to minimum 60°C at the nozzle.
—

(c)  ‘Clearice’: a coating of ice, generally clear and smooth, but with some air pockets. It forms on exposed
objects, the temperatures of which are at, below or slightly above the freezing temperature, by the
freezing of super-cooled drizzle, droplets or raindrops. Clear ice s very difficult to be detected visually.

(d)  ‘Cold soaked surface frost (CSSF)': frost developed on cold soaked aircraft surfaces by sublimation of
air humidity. This effect can take place at ambient temperatures above 0 °C. Cold soaked aircraft
surfaces are more common on aircraft that have recently landed. External surfaces of fuel tanks (e.g.
wing skins) are typical areas of CSSF formation (known in this case as cold soaked fuel frost (CSFF)),
due to the thermal inertia of very cold fuel that remains on the tanks after landing.

(e)  ‘Conditions conducive to aircraft icing on the ground': freezing fog, freezing precipitation, frost, rain or
high humidity (on cold soaked wings), hail, ice pellets, snow or mixed rain and snow.

-—
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I)/local time at start of anti-icing/date (optional)/the statement ‘post- de-icing/anti-icing check
completed’ (if check completed). Example:

‘TYPE Il / MANUFACTURER, BRAND X / 75% / 1335 / 15FEB20 / POST- DE-ICING/ANTI-ICING CHECK
COMPLETED’.

(s)  When a two-step de-icing/anti-icing operation has been carried out, the anti-icing code should be
determined by the second step fluid.

GM2 NCC.OP.185 Ice and other contaminants — ground procedures
DE-ICING/ANTI-ICING — PROCEDURES

(a) De-icing and/or anti-icing procedures should take into account manufacturer’s recommendations,
including those that are type-specific and cover:

(1) contamination checks, including detection of clear ice and under-wing frost; limits on the
thickness/area of contamination published in the AFM or other manufacturers’ documentation
should be followed;

(2) procedures to be followed if de-icing and/or anti-icing procedures are interrupted or
unsuccessful;

(3) post-treatment checks;

(4)  pre-take-off checks;

(5) pre-take-off contamination checks;

(6)  therecording of any incidents relating to de-icing and/or anti-icing; and

(7) the responsibilities of all personnel involved in de-icing and/or anti-icing.
(b)  Operator’s procedures should ensure the following:

(1)  When aircraft surfaces are contaminated by ice, frost, slush or snow, they are de-iced prior to
take-off according to the prevailing conditions. Removal of contaminants may be performed
with mechanical tools, fluids (including hot water), infrared heat or forced air, taking account of
aircraft type-specific provisions.

(2)  Accountis taken of the wing skin temperature versus eutside-airtemperature {OAT), as this may
affect:

(i) the need to carry out aircraft de-icing and/or anti-icing; and/or

(i)  the performance of the de-icing/anti-icing fluids.

Page 11 of 32



(c)

(3)

(4)

(5)

(7)
(8)

(9)

(10)

(11)
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When freezing precipitation occurs or there is a risk of freezing precipitation occurring that
would contaminate the surfaces at the time of take-off, aircraft surfaces should be anti-iced.
Anti-icing fluids (neat or diluted) should not be applied at OAT below their LOUT. If both de-icing
and anti-icing are required, the procedure may be performed in a one- or two-step process,
depending upon weather conditions, available equipment, available fluids and the desired HOT.
One-step de-icing/anti-icing means that de-icing and anti-icing are carried out at the same time,
using a mixture of de-icing/anti-icing fluid and water. Two-step de-icing/anti-icing means that
de-icing and anti-icing are carried out in two separate steps. The aircraft is first de-iced using
heated water only or a heated mixture of de-icing/anti-icing fluid and water. After completion
of the de-icing operation, a layer of a mixture of de-icing/anti-icing fluid and water, or of de-
icing /anti-icing fluid only, is sprayed over the aircraft surfaces. The second step will be taken
before the first step fluid freezes (typically within 3 minutes but severe conditions may shorten
this) and, if necessary, area by area.

When an aircraft is anti-iced and a longer HeTHOT is needed/desired, the use of a less diluted
Fypet-orTyped thickened fluid may be considered.

All restrictions relative to OAT and fluid application (including, but not necessarily limited to,
temperature and pressure) published by the fluid manufacturer and/or aircraft manufacturer,
are followed and procedures, limitations and recommendations to prevent the formation of
fluid residues are followed.

During conditions conducive to aircraft icing on the ground or after de-icing and/or anti-icing,
an aircraft is not dispatched for departure unless it has been given a contamination check or a
post-treatment check by a trained and qualified person. This check should cover all treated
surfaces of the aircraft and be performed from points offering sufficient acecessitity-visibility to
these parts. To ensure that there is no clear ice on suspect areas, it may also be necessary to
make a physical check (e.g. tactile).

The required entry is made in the technical log.

The commander continually monitors the environmental situation after the performed
treatment. Prior to take-off, he/she performs a pre-take-off check, which is an assessment of
whether the applied HeFHOT is still appropriate. This pre-take-off check includes, but is not
limited to, factors such as precipitation, wind and OAT.

If any doubt exists as to whether a deposit may adversely affect the aircraft’s performance
and/or controllability characteristics, the commander should arrange for a re-treatment or a
pre-take-off contamination check to be performed in order to verify that the aircraft’s surfaces
are free of contamination. Special methods and/or equipment may be necessary to perform this
check, especially at night-time or in extremely adverse weather conditions. If this check cannot
be performed just before take-off, re-treatment should be applied.

When re-treatment is necessary, any residue of the previous treatment should be removed, and
a completely new de-icing/anti-icing treatment should be applied.

When a ground ice detection system (GIDS) is used to perform an aircraft surfaces check prior
to and/or after a treatment, the use of GIDS by suitably trained personnel should be part of the
procedure.

Special operational considerations

(1)

When using thickened de-icing/anti-icing fluids, the operator should consider a two-step de-
icing/anti-icing procedure, the first step preferably with hot water and/or un-thickened fluids.
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(d)

(e)

(f)
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(2)  The use of de-icing/anti-icing fluids should be in accordance with the aircraft manufacturer’s
documentation. This is particularly important for thickened fluids to assure sufficient flow-off
during take-off. Avoid applying excessive thickened fluid on the horizontal tail of aircraft with
unpowered elevator controls.

(3) The operator should comply with any type-specific operational provision(s), such as an aircraft
mass decrease and/or a take-off speed increase associated with a fluid application.

(4) The operator should take into account any flight handling procedures (stick force, rotation speed
and rate, take-off speed, aircraft attitude etc.) laid down by the aircraft manufacturer when
associated with a fluid application.

(5)  The limitations or handling procedures resulting from (c)(3) and/or (c)(4) above should be part
of the flight crew pre take-off briefing.

Communications

(1) Before aircraft treatment. When the aircraft is to be treated with the flight crew on board, the
flight and personnel involved in the operation should confirm the fluid to be used, the extent of
treatment required and any aircraft type-specific procedure(s) to be used. Any other
information needed to apply the HeFHOT tables should be exchanged.

(2)  Anti-icing code. The operator’s procedures should include an anti-icing code, which indicates the
treatment the aircraft has received. This code provides the flight crew with the minimum details
necessary to estimate a HeFHOT and confirms that the aircraft is free of contamination.

(3) After treatment. Before reconfiguring or moving the aircraft, the flight crew should receive a
confirmation from the qualified personnel involved in the operation that all de-icing and/or anti-
icing operations are complete and that all personnel and equipment are clear of the aircraft.

Holdover protection & LWE systems

The operator should publish in the operations manual, when required, the HOTs in the form of a table
or a diagram, to account for the various types of ground icing conditions and the different types and
concentrations of fluids used. However, the times of protection shown in these tables are to be used
as guidelines only and are normally used in conjunction with the pre-take-off check.

An operator may choose to operate using LWE systems instead of HOT tables whenever the required
means for using these systems are in place.

Training

The operator’s initial and recurrent de-icing training programmes (including communication training)
for flight crew and for other personnel involved in de-icing operations should include additional training
if any of the following is introduced:

(1) anew method, procedure and/or technique;

(2) anew type of fluid and/or equipment; or
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(g)

(h)

(3)
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a new type of aircraft.

Contracting

When the operator contracts de-icing/anti-icing functions, the operator should ensure that the
contractor complies with the operator’s training/qualification procedures, together with any specific
procedures in respect of:

E ! '_

(1)
(2)
(3)

(4)
(5)
(6)

roles and responsibilities;
de-icing and/or anti-icing methods and procedures;

fluids to be used, including precautions for storage, preparation for use and chemical
incompatibilities;

specific aircraft provisions (e.g. no-spray areas, propeller/engine de-icing, APU operation etc.);
different checks to be conducted; and

procedures for communications with flight crew and any other third party involved.

Special maintenance considerations

(1)

General

The operator should take proper account of the possible side-effects of fluid use. Such effects
may include, but are not necessarily limited to, dried and/or re-hydrated residues, corrosion and
the removal of lubricants.

Special considerations regarding residues of dried fluids

The operator should establish procedures to prevent or detect and remove residues of dried
fluid. If necessary, the operator should establish appropriate inspection intervals based on the
recommendations of the airframe manufacturers and/or the operator’s own experience:

(i) Dried fluid residues

Dried fluid residues could occur when surfaces have been treated and the aircraft has
not subsequently been flown and has not been subject to precipitation. The fluid may
then have dried on the surfaces.

(ii) Re-hydrated fluid residues

Repetitive application of thickened de-icing/anti-icing fluids may lead to the subsequent
formation/build-up of a dried residue in aerodynamically quiet areas, such as cavities
and gaps. This residue may re-hydrate if exposed to high humidity conditions,
precipitation, washing, etc., and increase to many times its original size/volume. This
residue will freeze if exposed to conditions at or below 0 °C. This may cause moving
parts, such as elevators, ailerons, and flap actuating mechanisms to stiffen or jam in-
flight. Re-hydrated residues may also form on exterior surfaces, which can reduce lift,
increase drag and stall speed. Re-hydrated residues may also collect inside control
surface structures and cause clogging of drain holes or imbalances to flight controls.
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Residues may also collect in hidden areas, such as around flight control hinges, pulleys,
grommets, on cables and in gaps.

(iii) Operators are strongly recommended to obtain information about the fluid dry-out and
re-hydration characteristics from the fluid manufacturers and to select products with
optimised characteristics.

(iv) Additional information should be obtained from fluid manufacturers for handling,
storage, application and testing of their products.

GM3 NCC.OP.185 Ice and other contaminants — ground procedures
DE-ICING/ANTI-ICING BACKGROUND INFORMATION

Further guidance material on this issue is given in the ICAO Manual of Aircraft Ground De-icing/Anti-icing
Operations (Doc 9640) i AO-Man ; Dejci P e

Opergtions).

(a) General

(1)  Any deposit of frost, ice, snow or slush on the external surfaces of an aircraft may drastically
affect its flying qualities because of reduced aerodynamic lift, increased drag and modified
stability and control characteristics. Furthermore, freezing deposits may cause moving parts,
such as elevators, ailerons, flap actuating mechanism etc., to jam and create a potentially
hazardous condition. Propeller/engine/auxiliary power unit (APU)/systems performance may
deteriorate due to the presence of frozen contaminants on blades, intakes and components.
Also, engine operation may be seriously affected by the ingestion of snow or ice, thereby causing
engine stall or compressor damage. In addition, ice/frost may form on certain external surfaces
(e.g. wing upper and lower surfaces, etc.) due to the effects of cold fuel/structures, even in
ambient temperatures well above 0 °C.

(2)  Procedures established by the operator for de-icing and/or anti-icing are intended to ensure
that the aircraft is clear of contamination so that degradation of aerodynamic characteristics or
mechanical interference will not occur and, following anti-icing, to maintain the airframe in that
condition during the appropriate HeFHOT.

(3) Under certain meteorological conditions, de-icing and/or anti-icing procedures may be
ineffective in providing sufficient protection for continued operations. Examples of these
conditions are freezing rain, ice pellets and hail snow exceeding certain intensities, high wind
velocity, and fast-dropping OAT. No HOT guidelines exist for these conditions.

(4)  Material for establishing operational procedures can be found, for example, in:
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(b)  Fluids
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(c)

(2)

(3)
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increasing the concentration of fluid in the fluid/water mix does not provide any extension in
HOT.

Type Il and Type IV fluids contain thickeners which enable the fluid to form a thicker liquid-
wetting film on surfaces to which it is applied. Generally, this fluid provides a longer HOT than
Type | fluids in similar conditions.

Type lll fluid is a thickened fluid especially intended for use on aircraft with low rotation speeds.

(4)

Fluids used for de-icing and/or anti-icing should be acceptable to the operator and the aircraft
manufacturer. These fluids normally conform to specifications such as SAE AMS1424 (Type |) or
SAE AMS1428 (Types Il, Il and IV). Use of non-conforming fluids is not recommended due to
their characteristics being unknown. The anti-icing and aerodynamic properties of thickened
fluids may be seriously degraded by, for example, inappropriate storage, treatment, application,
application equipment, age and in case they are applied on top of non-chemically compatible
de-icing fluids.

Holdover protection

(1)

(2)

(3)

Holdover protection is achieved by a layer of anti-icing fluid remaining on and protecting aircraft
surfaces for a period of time. With a one-step de-icing/anti-icing procedure, the HeTHOT begins
at the commencement of de-icing/anti-icing. With a two-step procedure, the HeTHOT begins at
the commencement of the second (anti-icing) step. The holdover protection runs out:

(i) at the commencement of the take-off roll (due to aerodynamic shedding of fluid); or

(ii)  when frozen deposits start to form or accumulate on treated aircraft surfaces, thereby
indicating the loss of effectiveness of the fluid.

The duration of holdover protection may vary depending on the influence of factors other than
those specified in the HeFHOT tables. Guidance should be provided by the operator to take
account of such factors, which may include:

(i) atmospheric conditions, e.g. exact type and rate of precipitation, wind direction and
velocity, relative humidity and solar radiation; and

(ii)  the aircraft and its surroundings, such as aircraft component inclination angle, contour
and surface roughness, surface temperature, operation in close proximity to other aircraft
(jet or propeller blast) and ground equipment and structures.

HeTHOTSs are not meant to imply that flight is safe in the prevailing conditions if the specified
HeTHOT has not been exceeded. Once airborne, certain meteorological conditions, such as
freezing drizzle or freezing rain, may be beyond the certification envelope of the aircraft.
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AMC1 NCC.OP.225 Approach and landing conditions — aeroplanes
LANDING DISTANCE

(@) The in-flight determination-of-the landing distance/FATO suitability _ should be based on

the latest available metee#elegreal—_ 9-F- - - report -

GM1 NCC.0P.225 Approach and landing conditions — aeroplanes
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GM4 NCC.OP

N
N
U

Approach and landing conditions — aeroplanes
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GM5 NCC.OP.225 Approach and landing conditions — aeroplanes

AMC1 NCC.OP.226 Approach and landing conditions — helicopters
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The in-flight determination of the final approach and take-off area (FATO) suitability should be based on the
latest available meteorological report.

GM1 NCC.POL.105(e) Mass and balance, loading

TYPE OF FLIGHTS

[...]
Figure 1: Eurepean-region
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GM1 NCC.POL.125 Take-off — aeroplanes
RUNWAY SURFACE CONDITION

Operation on runways contaminated with water, slush, snow or ice implies uncertainties with regard to
runway friction and contaminant drag and therefore to the achievable performance and control of the
aeroplane during take-off or landing, since the actual conditions may not completely match the assumptions
on which the performance information is based. In the case of a contaminated runway, the first option for
the pilot-in-command is to wait until the runway is cleared. If this is impracticable, he/she he or she may
consider a take-off or landing, provided that he/she he or she has applied the applicable performance
adjustments, and any further safety measures he/she he or she considers justified under the prevailing
conditions. The excess runway length available including the criticality of the overrun area should also be
considered.
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GM1 NCC.IDE.A.105 Minimum equipment for flight

AMC2 NCC.IDE.A.165 Flight data recorder
[...]

Table 1: FDR — All aeroplanes
[...]

2 Pressure altitude (including altitude values displayed on each flight crew member’s

primary flight display,

3 Indicated airspeed or calibrated airspeed (including values of indicated airspeed or
calibrated airspeed displayed on each flight crew member’s primary flight display,
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displayed at the captain position or the first officer position would require extensive
modification)

CONTENT OF FIRST-AID KITS

(a)

(b)

First-aid kits should be equipped with appropriate and sufficient medications and instrumentation.
However, these kits should be amended-supplemented by the operator according to the characteristics
of the operation (scope of operation, flight duration, number and demographics of passengers, number
of decks, etc.).

The following should be included in the FAKs:

(1)

(2)

(3)

(4)

Equipment

(i) bandages (assorted sizes, including a triangular bandage);
[...]

(xii) tweezers: splinter;-and

(xiii) thermometers (non-mercury)-; and

(xiv) surgical masks.

Medications

(i) simple analgesic (may-includeing teuid-paediatric form — if the type of operation does not
include transport of children or infants, the paediatric form may not be included);

(ii)  antiemetic — non-injectable;

[...]

(vi)  antihistamine (including paediatric form — if the type of operation does not include
transport of children or infants, the paediatric form may not be included).

Other: content. The operator should make the instructions readily available. If an electronic format
is available, then all instructions should be kept on the same device. If a paper format is used, then
the instructions should be kept in the same kit with the applicable equipment and medication. The
instructions should include, as a minimum, the following:

(i L]

(iii)  Basic life support instructions cards (summarising and depicting the current algorithm for
basic life support); and

{iH(iv) medical incident report forms.
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GM2 NCC.IDE.A.190 First-aid kit

GM1 NCC.IDE.A.190 First-aid kit

GM3 NCC.IDE.A.190 First-aid kit

GM4 NCC.IDE.A.190 First-aid kit

l

AMC1 NCC.IDE.A.245 & NCC.IDE.A.250 Radio communication

equipment & Navigation equipment
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GM1 NCC.IDE.A.245 & CAT.IDE.A.250 Radio communication equipment
& Navigation equipment
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AMC1 NCC.IDE.H.105 Minimum equipment for flight

GM1 NCC.IDE.H.105 Minimum equipment for flight
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CONTENT OF FIRST-AID KITS

(a)  First-aid kits should be equipped with appropriate and sufficient medications and instrumentation.
However, these kits should be eemplementedsupplemented by the operator according to the
characteristics of the operation (scope of operation, flight duration, number and demographics of
passengers, etc.).

(b)  The following should be included in the FAKs:

(1) Equipment
(i) bandages (assorted sizes, including a triangular bandage);
[...]
(xii) tweezers: splinter;-and
(xiii) thermometers (non-mercury)-; and
(xiv) surgical masks.

(2) Medications

(i) simple analgesic (may-includeing lguid-paediatric form|— if the type of operation does
not include transport of children or infants, the paediatric form may not be included);

(ii)  antiemetic — non-injectable;
[...]

(vi)  antihistamine (including paediatric form — if the type of operation does not include
transport of children or infants, the paediatric form may not be included).

(3)  Other:content. The operator should make the instructions readily available. If an electronic format
is available, then all instructions should be kept on the same device. If a paper format is used, then
the instructions should be kept in the same kit with the applicable equipment and medication. The
instructions should include, as a minimum, the following:

(i [
(ii)  first-aid handbook, current edition;

(iii)  Basic life support instructions cards (summarising and depicting the current algorithm for
basic life support); and

{iH(iv) medical incident report forms.

(4) RO gt A SES ' cHE 7 "'.-- I
j - Additional equipment. The following additional equipment
should be carried on board each aircraft equipped with a first-aid kit, though not necessarily in the

first-aid kit. The additional equipment should include, as a minimum:

(i) automated external defibrillator (AED) on all aircraft required to carry at least one cabin
crew;

(i)  bag-valve masks (masks in three sizes: one for adults, one for children, and one for infants);

(iii)  suitable airway management device (e.g. supraglottic airway devices, oropharyngeal and
nasopharyngeal airways);
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GM1 NCC.IDE.H.190 First-aid kit

GM2 NCC.IDE.H.190 First-aid kit
As a best practice and wherever practicable, the emergency medical equipment listed under AMC1
NCC.IDE.H.190 should be kept close together.

GM3 NCC.IDE.H.190 First-aid kit

GM4 NCC.IDE.H.190 First-aid kit
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