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PRÉAMBULE 
Ce document est un guide pour votre prochaine formation sur simulateur. Il est 
basé sur le manuel de formation au pilotage (FTM) d'Air Inuit, phase 4. 
 
Les candidats suivront un LOFT le jour 1 et une formation liée à la phase le jour 2. 
Les PPC lorsque requis se feront le jour 3. 
 
Il est fortement recommandé de vous référer aux publications suivantes pour 
votre préparation. FOM, FCOM, FCTM, QRH, SOP, SOP GEN. 
 
Les séances LOFT se déroulent en conditions estival. Bien que les LOFT et les 
séances d’entrainement suivent le programme FTM, certains items 
supplémentaires peuvent/pourraient être ajoutés ou commutés aux contenus des 
2 jours de formation. De plus les vols peuvent avoir lieu à ces cinq différents 
aéroports: CYYC, CYVR. 
 
Durant cette phase vous pourrez aussi vous attendre à être questionné sur des 
items de la section NON NORMAL ADDITIONAL INFORMATION de votre QRH. 
 
Bonne entrainment! 

 
PREAMBLE 

 
This package is a guidance to your next simulator training. It is based on the Air 
Inuit Flight Training Manual (FTM), Phase 4.  
 
Candidates will do a LOFT on day 1 and phase-related training on day 2. When a 
PPC is required, it will occur on day 3. 
 
The LOFT sessions will be conducted in summer conditions. Although the LOFTs 
are following the FTM syllabus, some additional content could be added or 
switched between the 2 days of training. 
 
It is recommended to refer to ALL these publications for you preparation. FOM, 
FCOM, FCTM, QRH, SOP and SOP Gen. 
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In this phase, training flights may be conducted at CYYC, and CYVR. 
 
You may expect to be quizzed during briefing on topics related to the NON-
NORMAL ADDITIONAL INFORMATION of the QRH. 
 
Good Training! 
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Day 1 LOFT 
Briefing: 

• Simulator Differences 
• LOFT Briefing 

• No Engine Bleed Takeoff 

 LOFT 4-1A CM2: 

• Preflight 

• Flight Deck Preparation 

• Engine Start 

• Taxi 

•  No Engine Bleed Takeoff 

• Climb 

•  Cruise 

• LOSS OF SYSTEM A 

•  MANUAL REVERSION 

• Descent 

• ILS Approach 

• Landing 

• After Landing 

• Taxi in and Shutdown 

 

 

 
 

LOFT 3B CM2: 

•  Preflight 

• Flight Deck Preparation 

•  Engine Start 

•  Taxi 

•  No Engine Bleed Takeoff 

•  Climb 

• Cruise 

•  CARGO SMOKE 

•  Descent 

• Non-Precision Approach 

• Landing 

•  After Landing 

• Taxi in and Shutdown 
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Day 2 - Training 

Session 1 CM1 
• Rejected Takeoff 

• Takeoff - Engine Failure 

•  ENGINE FIRE or Engine Severe 

• Damage or Separation 

•  ILS Approach 

•  Non-Precision Approach 

•  Terrain Avoidance 

•  One Engine Inoperative Landing 

Session 2 CM2 
• Rejected Takeoff 

• Takeoff - Engine Failure 

• ENGINE FIRE or Engine Severe 

• Damage or Separation 

• ILS Approach 

• Non-Precision Approach 

• Missed Approach 

• Terrain Avoidance 

• One Engine Inoperative Landing 

• Aircraft Fire on the Ground 

• Evacuation 
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Phase 2 Loft Weather Package  

Session 1 
SYNOPSIS 

Session 1 will start in CYYC with a destination of CYVR. The plane is positioned at the gate. The 
crew will operate as if this is a normal flight. They will carry out the briefings with the company 
dispatch and the flight attendants. The crew is also expected to do a normal cockpit set up and 
utilize all necessary resources to bring the flight to a safe conclusion.  

Flight Information: 

Weather:  

CYYC METAR 1200Z 080/10, 1/8SM FG BR, OVC003, RVR 600 A/B /C   25/22, 29.92 

CYVR METAR 1200Z CALM  1 BR OVC 003 23/20 29.96 

Runway Condition: 

ALL RUNWAYS %100 DRY CODE 6-6-6 

MEL:  NONE 

NOTAM 

CYYC/CYVR all runways overshoot procedure to read RUNWAY HDG 3000’ for 300 Crew only.  

Session 2 
Same as Session 1 

NOTAM 

CYYC/CYVR all runways overshoot procedure to read RUNWAY HDG 3000’ for 300 Crew only.  
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Case Study 
Date: Friday 3 September 2010 
Time: 19:41 

Type: 
     

Boeing 747-44AF (SCD) 
Owner/operator: United Parcel Service - UPS 
Registration: N571UP 
MSN: 35668/1393 
Year of 
manufacture: 

2007 

Engine model: General Electric CF6-80C2B5FG01 
Fatalities: Fatalities: 2 / Occupants: 2 
Other fatalities: 0 
Aircraft damage: Destroyed, written off 
Category: Accident 
Location: 16,7 km S of Dubai Airport (DXB) -    United Arab Emirates 
Phase: Approach 
Nature: Cargo 
Departure airport: Dubai Airport (DXB/OMDB) 
Destination airport: KÃ¶ln/Bonn-Konrad Adenauer Airport (CGN/EDDK) 
Investigating 
agency:  

GCAA 

Confidence Rating: 
 Accident investigation report completed and information 

captured 
Narrative: 
A Boeing 747-44AF (SCD) cargo plane, registered N571UP, was destroyed in an 
accident shortly after takeoff from Dubai Airport (DXB), UAE. Both crew members 
were killed in the crash. 
On September 3rd 2010, Flight UPS6 arrived from Hong Kong on a scheduled cargo 
service flight into Dubai (DXB) carrying among other items consignments of cargo that 
included lithium batteries. There were no declared shipments of hazardous materials 
onboard the airplane. However, at least three of the shipments contained lithium ion 
battery packs that met the Class 9 hazardous material criteria. 
The aircraft was parked at the loading position at 15:35 local time. Several Unit Load 
Devices (ULD) were offloaded and new ULDs were loaded onto the plane. The flight 
then took from Dubai at 18:51. The First Officer was the Pilot Flying, the captain was 
the Pilot Non Flying (PNF) for the sector to KÃ¶ln/Bonn-Konrad Adenauer Airport 
(CGN), Germany. 
The take off and climb out from Dubai was uneventful with the exception of a PACK 1 
fault which was reset by the PNF at 18:55. 
The flight transited from UAE airspace into Bahrain Airspace where, at 19:12, the fire 

https://aviation-safety.net/asndb/type/B744
https://aviation-safety.net/asndb/country/A6
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bell alarm sounded on the flight deck. The airplane was approaching top of climb 
(FL320) at the time. 
Following the fire bell annunciation, the captain assumed control of the aircraft as 
PF, and the First Officer reverted to PNF while managing the fire warnings and 
cockpit checklists. The captain advised Bahrain Air Traffic Control (BAH-C) that there 
was a fire indication on the main deck of the aircraft. The crew informed BAH-C that 
they needed to land as soon as possible. BAH-C advised the crew that Doha 
International Airport (DOH) was at the aircraftÂ’s 10 oÂ’clock position at 100 NM DME. 
DOH was the nearest airport at the time the emergency was declared, Dubai (DXB) 
was approximately 148 NM DME. The captain elected to return to DXB, and following 
the request to land as soon as possible to BAH-C, the crew declared an emergency. 
BAH-C acknowledged the request, cleared the aircraft for a series of right hand 
heading changes back to DXB onto a heading of 106Â°. 
At approximately 19:14, the Auto Pilot (AP) disconnected, followed at 19:15 by a 
second audible alarm similar to the fire bell. At about this time the flight crew put on 
the oxygen masks and goggles. The crew experienced difficulties communicating via 
the intercom with the masks on, which interfered with the Cockpit Resource 
Management (CRM). 
Following the initiation of the turn back to DXB, having been cleared to 27,000 ft, the 
crew requested an expedited, immediate descent to 10,000 feet. Following ATC 
clearance, the flight crew initiated a rapid descent to 10,000 ft. BAH-C advised the 
crew that the aircraft was on a direct heading to DXB and cleared for landing on DXB 
runway 12 left at their discretion. 
The Fire Main Deck checklist was activated. According to the system logic, the cabin 
began to depressurise, PACKS 2 and 3 shut down automatically, and PACK 2 and 3 
positions were then manually selected to OFF on the overhead panel in accordance 
with the checklist instructions. 
At 19:15, PACK 1 shut down, with no corresponding discussion recorded on the CVR. A 
short interval after the AP was disengaged, the captain informed the F/O that there 
was limited pitch control of the aircraft in the manual flying mode, the captain then 
requested the F/O to determine the cause of the pitch control anomaly. 
During the turn back to DXB, the AP was re-engaged, and the aircraft descent was 
stabilised at 19:17. The captain told the F/O to pull the smoke evacuation handle. 
This was not part of the Fire Main Deck Non-Normal checklist. 
The captain informed BAH-C that the cockpit was 'full of smoke' and commented to 
the F/O about the inability to see the instruments. The captain instructed the F/O to 
input DXB into the Flight Management System (FMS). The F/O acknowledged the 
request and commented about the increasing flight deck temperature. It was not 
clear from the CVR if the FMS was programmed for DXB, although the DFDR indicated 
that the ILS/VOR frequency was changed to 110.1 MHz which was the frequency for 
DXB RW12L. Based on the information available to date, it is likely that less than 5 
minutes after the fire indication on the main deck, smoke had entered the flight deck 
and intermittently degraded the visibility to the extent that the flight instruments 
could not effectively be monitored by the crew. 
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At approximately 19:19, during the emergency descent, at approximately 20,000 ft 
cabin altitude, the CAPT, as PF, declared a lack of oxygen supply. Following a brief 
exchange between the captain and F/O regarding the need for oxygen, the captain 
transferred control of the aircraft to the F/O as PF. Portable oxygen is located on the 
flight deck and in the supernumerary area, aft of the flight crew's positions when 
seated. At this point the recorded CVR is consistent with the captain leaving his seat, 
after which there is no further CVR information that indicates any further interaction 
from the captain for the remainder of the flight. 
The normal procedural requirement of transiting into the Emirates FIR, inbound for 
DXB was a radio frequency change from BAH-C to UAE-C. At 19:20, BAH-C advised the 
crew to contact UAE-C. At approximately the same time, the PF transmitted 
Â‘mayday, mayday, mayday can you hear me?'. 
The PF advised BAH-C that due to the smoke in the flight deck, the ability to view the 
cockpit instruments, the Flight Management System (FMS), Audio Control Panel (ACP) 
and radio frequency selection displays had been compromised. At 19:21, the PF 
advised BAH-C that they would stay on the BAH-C frequency as it was not possible to 
see the radios. The PF elected to remain on the BAH-C radio frequency for the 
duration of the flight. At approximately 19:22 the aircraft entered the Emirates FIR 
heading east, tracking direct to the DXB RW12L intermediate approach fix. The 
aircraft was now out of effective VHF radio range with BAH-C. In order for the crew to 
communicate with BAH-C, Bahrain advised transiting aircraft that they would act as a 
communication relay between BAH-C and the emergency aircraft. 
At 19:22, the F/O informed the relay aircraft that he was Â‘looking for some 
oxygenÂ’. 
Following the rapid descent to 10,000 ft the aircraft leveled off at the assigned 
altitude approximately 84NM from DXB. At approximately 19:26, the PF requested 
immediate vectors to the nearest airport and advised he would need radar guidance 
due to difficulty viewing the instruments. 
At around 19:33, approximately 26 NM from DXB, the aircraft descended to 9000 ft, 
followed by a further gradual descent as the aircraft approached DXB, inbound for 
RW12L. The speed of the aircraft was approximately 340 kts. 
19:38, approximately 10NM from RW12L, BAH-C, through the relay aircraft, advised 
the crew the aircraft was too high and too fast and requested the PF to perform a 
360Â° turn if able. The PF responded Â‘NegativeÂ’. At this time the DFDR data 
indicated the gear lever was selected down, the speed brake lever moved toward 
extend and at approximately the same time there was a sound consistent with the 
flap handle movement; shortly afterward the PF indicated that the landing gear was 
not functioning. 
The aircraft over flew the DXB northern airport boundary on a heading of 117Â°, the 
aircraft speed and altitude, was 340 kts at an altitude of 4500 ft and descending. 
Following the over flight of DXB, on passing the south eastern end of RW12L, the 
aircraft was cleared direct to Sharjah Airport (SHJ) as an immediate alternate Â– SHJ 
was to the aircraftÂ’s left and the SHJ runway was a parallel vector. 
The relay pilot asked the PF if it was possible to perform a left hand turn. The PF 
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responded requesting the heading to SHJ. 
The PF was advised that SHJ was at 095Â° from the current position at 10 NM and that 
this left hand turn would position the aircraft on final approach for SHJ (RW30). The 
PF acknowledged the heading change for SHJ. The PF selected 195Â° degrees on the 
Mode Control Panel (MCP). 
The AP disconnected at 19:40, the aircraft then entered a descending right hand turn 
at an altitude of 4000 ft as the speed gradually reduced to 240 kts until the impact. 
Several Ground Proximity Warning System (GPWS) caution messages were audible on 
the CVR indicating: Sink Rate, Too Low Terrain and Bank Angle warnings. Radar 
contact was lost at approximately 19:41. The aircraft crashed 9nm south of DXB onto 
a military installation near Minhad Air Force Base. 
 
CAUSES: 
1. A large fire developed in palletized cargo on the main deck at or near pallet 
positions 4 or 5, in Fire Zone 3, consisting of consignments of mixed cargo including a 
significant number of lithium type batteries and other combustible materials. The fire 
escalated rapidly into a catastrophic uncontained fire. 
2. The large, uncontained cargo fire, that originated in the main cargo deck caused 
the cargo compartment liners to fail under combined thermal and mechanical loads. 
3. Heat from the fire resulted in the system/component failure or malfunction of the 
truss assemblies and control cables, directly affecting the control cable tension and 
elevator function required for the safe operation of the aircraft when in manual 
control. 
4. The uncontained cargo fire directly affected the independent critical systems 
necessary for crew survivability. Heat from the fire exposed the supplementary 
oxygen system to extreme thermal loading, sufficient to generate a failure. This 
resulted in the oxygen supply disruption leading to the abrupt failure of the 
CaptainÂ’s oxygen supply and the incapacitation of the captain. 
5. The progressive failure of the cargo compartment liner increased the area available 
for the smoke and fire penetration into the fuselage crown area. 
6. The rate and volume of the continuous toxic smoke, contiguous with the cockpit 
and supernumerary habitable area, resulted in inadequate visibility in the cockpit, 
obscuring the view of the primary flight displays, audio control panels and the view 
outside the cockpit which prevented all normal cockpit functioning. 
7. The shutdown of PACK 1 for unknown reasons resulted in loss of conditioned airflow 
to the upper deck causing the Electronic Equipment Cooling [EEC] system to 
reconfigure to "closed loop mode". The absence of a positive pressure differential 
contributed to the hazardous quantities of smoke and fumes entering the cockpit and 
upper deck, simultaneously obscuring the crewÂ’s view and creating a toxic 
environment. 
8. The fire detection methodology of detecting smoke sampling as an indicator of a 
fire is inadequate as pallet smoke masking can delay the time it takes for a smoke 
detection system to detect a fire originating within a cargo container or a pallet with 
a rain cover. 
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https://aviation-
safety.net/wikibase/321248?__cf_chl_f_tk=09WoqXR8_2ANQvjjCV7CMFWoc0h5mZv3.M1Z7ehgN5E-
1783451894-1.0.1.1-z1EzBsSnfsgyRSHZ09m8kQwQQIUYpG5eyYYz7X.uUAw 

 

https://aviation-safety.net/wikibase/321248?__cf_chl_f_tk=09WoqXR8_2ANQvjjCV7CMFWoc0h5mZv3.M1Z7ehgN5E-1783451894-1.0.1.1-z1EzBsSnfsgyRSHZ09m8kQwQQIUYpG5eyYYz7X.uUAw
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https://aviation-safety.net/wikibase/321248?__cf_chl_f_tk=09WoqXR8_2ANQvjjCV7CMFWoc0h5mZv3.M1Z7ehgN5E-1783451894-1.0.1.1-z1EzBsSnfsgyRSHZ09m8kQwQQIUYpG5eyYYz7X.uUAw

