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Aviation Rulemaking Advisory
Committee; Trangport Airplane and
Engine Subcommittee; Hydraulic Test
Harmonization Working Group

AGENCY: Federal Aviation
Administration (FAA), DOT. .
ACTION: Notice of establishment of
hydraulic test harmonization working
group.

SUMMARY: Notice is given of the
establishment of the Hydraulic Test
Harmonization Warking Group of the
Transport Airplane and Engine
Subcommittee. This notice informs the
public of the activities of the Transport
Airplane and Engine Subcommittee of
the Aviation Rulemaking Advisory
Committee.

FOR FURTHER INFORMATION CONTACT:

Mr. William J. (Joe) Sullivan, Executive
Director, Transport Airplene and Engine
Subcommittee, Aircraft Certification
Service (AIR-3), 800 Independencs
Avenue, SW., Washington, DC 20591,
Telephone: (202) 267-9554; FAX: (202)
267-5364.

SUPPLEMENTARY INFORMATION: Federal
Aviation Administration (FAA)
established an Aviation Rulemaking
Advisory Committee (56 FR 2190,
January 22, 1991) which held its first
meeting on May 23, 1991 (56 FR 20492,
May 3, 1891). The Transport Airplane

and Engine Subcommittee was
established at that meeting to pravide -
advice and recommendations to the
Director, Aircraft Certification Service,
FAA, regarding the airworthiness
standards for ort airplanes,
engines and prope in parts 25, 33
and 35 of the Federal Aviation
Regulations (14 CFR parts 25, 33 and
35). )

The FAA announced at the Joint
Aviation Authorities (JAA)—Federal

" Aviation Administration (FAA)

Harmonization Conference in Toronto,
Ontario, Canada, (June 2-5, 1992) that it
would consolidate within the Aviation
Rulemsking Advisory Committee
structure an ongoing objective to
*harmonize” the Joint Aviation
Requirement (JAR) and the Federal
Aviaticn Regulations (FAR). Coincident

 with that announcement, the FAA

assigned to the Transport Airplane and
Engine Subcommittee those projects
related to JAR/FAR 25, 33 and 35
harmonization which were then in the
process of being coordinated between
the JAA and the FAA. The
hermonization process included the
intention to present the results of JAA/
FAA coordination to the public in the
form of either a Notice of Proposed
Rulemaking or an advisory circular—en
objective comparable to and compatible
with that assigned to the Aviation
Rulemaking Advisory Committee. The
Transport Airplane and Engine
Subcommittee, consequently,
established the Hydreulic Test
Harmonization Working Group.

Specifically, the Working Group's task
is the following:

The Hydraulic Test Harmonization
Working Group is charged with meking
recommendations to the Transport
Airplane and Engine Subcommittee
concerning the FAA disposition of the
following subject recently coordinated
between the JAA and the FAA:

Hydraulic Systems and Test
Conditions: Meke recommendations
concerning new or revised requirements
for hydraulic systems and the associated
test conditions for hydraulic systems
installed in transport category airplanes
(FAR 25.1435).

Reports:

A. Recommend time line(s) for
completion of the task, including
rationale, for Subcommittee
consideration at the meeting of the
subcommittee held following
publication of this notice.

B. Give a detailed conceptual
presentation on each task to the
Subcommittee before proceeding with
the work stated under items C, below.

C. Draft a Notice of Proposed
Rulemaking the task proposing new or

revised requirements, a supporting
economic analysis, and other required
analysis, with eny other collateral
documents (such as Advisory Circulars)
the Working Group determines to be
needed. :

D. Give & status report on each task at
each meeting of the Subcommittes.

The Hydraulic Test Harmonization
Working Group will be comprised of
experts from those organizations Laving
an interest in the tasks assigned. A
Working Group member need not
necessarily be a representative of one of
the organizations of the parent
Transport Airplane and Engine
Subcommittee or of the full Aviation
Rulemaking Advisory Committee. An
individual who has expertise in the
subject matter and wishes to become a
member of the Working Group should
write the person listed under the
caption FOR FURTHER INFORMATION
CONTACT expressing that desire,
describing his or her interest in the task,
and the expertise he or she would bring
to the Working Group. The request will
be reviewed with the Subcommittee and
Working Group Chairs and the
individual will be advised whether or
not the request can be accommodated.

The Secretary of Transportation has

- determined that the information and use

of the Aviation Rulemaking Advisory
Committee and its subcommittees are
necessary in the public interest in
connection with the performance of
duties of the FAA by law. Meetings of
the full Committee and any
subcommittees will be open to the
public except as authorized by section
10{(d) of the Federal Advisory
Committee Act. Meetings of the
Hydraulic Test Hermonization Working
Group will not be open to the public
except to the extent that individuals
with an interest and expertise are
selected to participate. No public
announcement of Working Group
meetings will be made.

Issued in Washington, DC, on December 4,
1992, :
William J. Sullivan,
Executive Director, Transport Airplans and
Engine Subcommittes, Aviation Rulemaking
Advisory Committee.
[FR Doc. 92-30118 Filed 12-10-92; 8:45 am]
BILLING CODE 4810-13-M




Recommendation Letter



Gerald R. Mack Boeing Commercial Airplane Group
Director P.O. Box 3707, #MS 67-UM

November 6, 1995 Airplane Certification Seattle, WA 98124-2207 'Ll} }6 / ?/’ _ /
B-T01B-ARAC-95-009

Mr. Anthony J. Broderick (AVR-1)

Associate Administrator for Regulations and Compliance

Department of Transportation

Federal Aviation Administration

800 Independence Avenue, S.W.
Washington DC 20591

Dear Mr. Broderick:
BOEING

On behalf of the Aviation Rulemaking Advisory Committee, | am pleased to
submit the enclosed draft NPRM and draft AC action on the following

subjects:-
I4

NPRM Revision of Hydraulic Systems Airworthiness
Standards to Harmonize with European
Airworthiness Standards for Transport
Category Airplanes

AC 25.1435-1 Hydrauiic System Certification Tests, and
Analysis
L
The enclosed package is in the form of a Notice of Proposed Rule Making,
including preamble, dratt rule, economic analysis and legal analysis, and a
final draft Advisory Circular AC 25.1435-1 on Hydraulic System Certification
Tests, and Analysis. The package was developed by the Hydraulic Test
Harmonization' Working Group (WG) chaired by Jim Draxler of the Boeing
Company. The membership of the group is a good balance of interested
parties in the U.S., Europe and Canada. The group is currently focusing on
other issues tasked tothe WG, but can be available if needed for docket
review.

The members of ARAC appreciate the opportunity to participate in the FAA
Rulemaking process and fully endorse this recommendation.

Sincerely,

R ane

Gerald R. Mack

Assistant Chairman

Transport Airplane & Engine Issues Group
Aviation Rulemaking Advisory Committee

Enclosure

cc: M. Borfitz (617) 238-7199
J. Draxler 02-JX
S. Miller 227-1320




Acknowledgement Letter



( 800 Independence Ave.. S.W.

US.Department Washington, D.C. 20591
of ransportation

Federal Aviation
Administration

DEC 22 1995

Mr. Gerald R. Mack

Aviation Rulemaking Advisory Committee
Boeing Commercial Airplane Group

P.O. Box 3707, M/S 67-UM

Seattle, WA 98124-2207

Dear Mr. Mack:

Thank you for your November 6 letter forwarding the Aviation Rulemaking Advisory
Committee's (ARAC) recommendation for rulemaking on Revision of Hydraulic
Systems Airworthiness Standards to Harmonize with European Airworthiness Standards
for Transport Category Airplanes, and the associated draft advisory circular on
Hydraulic System Certification Tests, and Analysis.

The recommendation was submitted in a format suitable for processing and, therefore,
will be presented to the Federal Aviation Administration management as quickly as
possible. I would like to thank the aviation community, and particularly the Hydraulic
Test Harmonization Working Group, for its commitment to ARAC and its interest in
this matter. We pledge to consider your recommendation as a high-priority action.

Sincerely,

Anfhony J. Broderick
Associate Administrator for
Regulation and Certification
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[4910-13] Y August 31, 1995

DEPARTMENT OF TRANSPORTATION

Federal Aviation Administration

[14 CFR part 25]

[Docket No. xxxxx; Notice No. ]

RIN:

Revision of Hydraulic Systems Airworthiness Standards to Harmonize with
European Airwortl:iness Standards for Transport Category Airplanes.

AGENCY: Federal Aviation Administration, DOT.

ACTION: Notice of proposed rulemaking.

SUMMARY: This notice proposes to amend the airworthiness standards for transport
category airplanes to harmonize hydraulic systems design and test requirements with
standards proposed for the European joint Awviation Requirements (JAR). These
proposals were developed in cooperation with the Joint Aviation Authorities (JAA) of
Europe and the U.S. and European aviation industry through the Aviation Rulemaking
Advisory Committee (ARAC). These changes are intended to benefit the public interest
by standardizing certain reqliirements, concepts, and procedures contained in the
airworthiness standards without reducing and potentially enhancing the current level of
safety. "

DATES: Comments must be received on or before [ insert date 90/120 days from date of
publication].

ADDRESSES: Comments on this notice may be mailed in triplicate to: Federal Aviation

Administration, Office of the Chief Counsel, Attention: Rules Docket (AGC-200),




Docket No. xxxxx, 800 Independence Avenue SW., Washington, DC 20591; or delivered
in triplicate to: Room 915G, 800 Independence Avenae SW., Washington, DC 20591.
Comments delivered must be marked Docket No. xxxxx. Comments may be examined in
Room 915G weekdays, except Federal holidays, between 8:30 a.m. and 5:00 p.m. In
addition, the FAA is maintaining an information docket of comments in the Transport
Airplane Directorate (ANM-100), Federal Aviation Administration, Northwest Mountain
Region, 1601 Lind Avenue SW., Renton, WA 98055-4056. Comments in the
information docket may be examined weekdays, except Federal holidays, between 7:30
am. and 4:00 p.m.
FOR FURTHER Il"?FORMATION CONTACT: Mahinder K. Wahi, Flight Test and
Systems Branch, ANM-111, Transport Airplane Directorate, Aircraft Certification
Service, FAA, 1601 Lind Avenue SW., Renton, WA 98055-4056; telephone (206)
227-2142; facsimile (206) 227-1320. '
SUPPLEMENTARY INFORMATION:
Comments Invited g
Interested persons are invited to participate in this proposed rulemaking by submitting
such written data, views, or arguments as they may desire. Comments relating to any
environmental, energy, or economic impact that might result from adbpting the proposals -
contained in this notice are invited. Substantive comments should be accompanied by
cost estimates. Commenters should identify the regulatory docket or notice number and
submit comments in triplicate to the Rules Docket address above. All comments received
on or before the closing date for comments will be considered by thg Administrator
before taking action on this propdsed rulemaicing. The proposals contained in this notice
may be changed in light of comments received. All comments received will be available

in the Rules Docket, both before and after the comment period closing date, for




examination by interested persons. A report summarizing each substantive public contact
with FAA personnel concerning this rulemaking will be filed in the docket. Persons
wishing the FAA to acknowledge receipt of their comments must submit with those
comments a self-addressed, stamped postcard on which is stated: "Comments to Docket
No. xxxxx." The postcard will be date stamped and returned to the commenter.
Availability of the NPRM
Any person may obtain a copy of this notice by submitting a request to the Federal

Aviation Administration (FAA), Office of Public Affairs, Attention: Public Inquiry
Center, APA-230, 80(3 Independence Avenue SW., Washington, DC 20591; or by calling
(202) 267-3484. Tht: notice number of this NPRM must be identified in all
communications. Persons interested in being placed on a mailing list for future
rulemaking documents should also request a copy of Advisory Circular No. 11-2A,
Notice of Proposed Rulemaking Distribution System, which describes the application
procedure. *
Background

The airworthiness standards for transport category airplanes are contained in 14
CFR part 25. Manufacturers of transport category airplanes must show that each airplane
they produce of a different type design complies with the relevant standards of part 25.
These standards apply to a.irp’lanes manufactured within the U.S. for use by U.S.-
registered operators and to airplanes manufactured in other countries and imported under
a bilateral airworthiness agreement. “

In Eﬁrope, the Joint Aviation Requirements (JAR-25) were developed by the Joint
Aviation Authorities (JAA) to provide a common set of airworthiness standards for use

within the European aviation community. The airworthiness standards for European type

certification of transport category airplanes, JAR-25, are based on péh 25 of the FAR.




Airplanes certificated to the JAR-25 standards, including airplanes manufactured in the
U.S. for export to Europe, receive type certificates that are accepted by the aircraft
certification authorities of 23 European countries.

Although part 25 and JAR-25 are very similar, they are not identical. Differences
between the FAR and the JAR can result in substantial additional costs when airplanes
are type certificated to both standards. These additional costs, however, frequently do not
bring about an increase in safety. For example, part 25 and JAR-25 may use different
means to accomplish the same safety intent. In this case, the manufacturer is usually
burdened with meeting both requirements, although the level of safety is not increased
correspondingly. R;cognizing that a common set of standards would not only
economically benefit the aviation industry, but would also maintain the necessary high
level of safety, the FAA and JAA consider harmonization to be a high priority.

In 1988, the FAA, in cooperation with the JAA and other organizations
representing the American and Eur?pean aerospace industries, began a process to
. harmonize the airworthiness requirements of the United States and the airworthiness
requirements of Europe, especially in the areas of Flight Test and Structures.

In 1992, the‘;;:annonization effort was undertaken by the ARAC. A working group of-
industry and government hydraulic systems specialists of Europe and the United States
was chartered by notice in t};e Federal Register (57 FR 58843, December 12, 1992). The
working group was tasked to develop a draft notice of proposed rulemaking (NPRM) and
any collateral documents, such as advisory circulars, concerning new or revised
requirements for hydraulic systems, and the associated test conditions for hydraulic
;ystems, installed in transport category airplanes (§ 25.1435). The JAA is to develop a

similar proposal to amend JAR-25, as necessary, to achieve harmonization. -




The rulemaking proposal contained in this notice was developed by the Hydraulic
Systems Harmonization Working Group. It was presented to the FAA by the ARAC as a

recommendation.

The Aviation Rulemaking Advisory Committee

The ARAC was formally established by the FAA on January 22, 1991 (56 FR
2190) to provide advice and recommendations concerning the full range of the FAA's
safety-related rulemaking activity. This advice was sought to develop better rules in less
overall time using fewer FAA resources than are currently needed. The committee
provides the opponu::’ity for the FAA to obtain firsthand information and insight from
interested parties regarding proposed new rules or revisions of existing rules.

There are 64 member organizations on the committee, representing a wide range
of interests within the aviation community. Meetings of the committee are open to the
- public, except as authorized by secti;)n 10(d) of the Federal Advisory Committee Act.

The ARAC establishes working groups to develop proposals to recommend to the
FAA for resolving specific issues. Tasks assigned to working groups are published in the
Eederal Register. Although working group meetings are not generally open to the public,
all interested parties are invited to participate as working group members. - Working
groups report directly to the ARAC, and the ARAC must concur with a working group
proposal before that proposal can be presented to the FAA as an advisory committee
recommendation.

The activities of the ARAC will not, however, circumvent the public rulemaking
procedures. After an ARAC recommendation is received and found acceptable by the
FAA, the agency proceeds with the normal public rulemaking procedures. Any ARAC

participation in a rulemaking package will be fully disclosed in the public docket.



Discussion of the Proposals

The FAA proposes amending § 25.1435, Amendment 25-72, as recommended by
the ARAGC, to harmonize this section with JAR-25. The JAA intend to publish a Notice
of Proposed Amendment (NPA), also developed by the Hydraulic Systems
Harmonization Working Group, to revise JAR-25 as necessary to ensure harmonization in
those areas for which the proposed amendments differ from the current JAR-25, Change
14. When it is published, the NPA will be placed in the docket for this rulemaking.

Generally, the FAA proposes to: (1) Add appropriate existing-JAR requirements
to achieve harmonization; (2) Move some of the existing regulatory text to an advisory
circular ; (3) Consolffdatc and/or separate requirement subparagraphs for clarity; and (4)
Revise airplane static proof pressure test requirements to require a complete functional
(dynamic) airplane test at a lower pressure.

A new proposed Advisory Circular (AC) 25.1435-1 has been developed to ensure
consistent application of these propclsed, revised standards. Public comments conceming
the AC 25.1435-1 are invited by separate notice published elsewhere in this issue of the

I ister. The JAA intend to publish an Advisory Material Joint (AMYJ), also
developed by the Harmonization Working Group, to accompany their NPA. The

proposed AC and the proposed AMJ contain harmonized advisory information.
The following is a discussion of the specific proposals prescribed in this NPRM.

Proposal 1. The FAA proposes to replace current § 25.1435(a)(1) to add the existing
requirements of JAR 25.1435(a)(10) and associated Appendix K requirements regarding
design load factors for proof and ultimate pressure conditions for elements of the

hydraulic system (see proposal 2 below regarding current § 25.1435(a)(1)). The proof




and ultimate pressure conditions are defined as the design operating pressure times the
factors of safety. This is done to address unusually high pressures which may be seen in
service, material defccts and differences, manufacturing/construction tolerances and the
consequences of failures (e.g. pressure vessel failure). The proposed load factors, ranging
between 1.5 and 4.0, relate to the design operating pressure (DOP) and apply to tubes,
fittings, pressure vessels containing gas at high pressure (e.g., accumulators) and at low
pressure (e.g. hydraulic rescrvoiré), hoses, and all other elements.

By adopting these JAR minimum factors of safety standards which currently are
not specifically stated in the FAR, the FAA intends to maintain an existing level of safety
because normal U.S., industry practices meet or exceed these standards.

DOP is the normal maximum steady pressure. Excluded are reasonable
tolerances and transient pressure effects such as may arise from acceptable pump ripple
or reaction to system functioning or flow demands that may affect fatigue. In localized
areas of systems and system elements the DOP may be different from the DOP for the
system as a whole due to the range <;f ﬁormally anticipated airplane operational, dynamic
and environmental conditions. Such differences must be taken into account. The term

"design operating pressure” would be discussed in AC 25.1435-1.

Proposal 2. The FAA propbses to redesignate the current § 25.1435(a)(1) as
§ 25.1435(a)(2), delete the word "loads" from "pressure loads" ("loads" is redundant)
and edit some text to avoid repetition. The terms “limit structural load", and a

recommended minimum time to hold pressure would be discussed in AC 25.1435-1.

Proposal 3, The FAA proposes to redesignate the current § 25.1435(a)(2) as



a new § 25.1435(a)(3), delete the word "loads" from "pressure loads" ("loads" is
redundant) and edit some text to avoid repetition. Theterms "ultimate structural load" and

a minimum time to hold pressure would be discussed in AC 25.1435-1.

Proposal 4, The FAA proposes to add a new § 25.1435(a)(4) that would contain the
current requirements of § 25.1435(b)(2)(i) and (b)(2)(ii) regarding induced loads,
pressure transients, and fatigue as well as the current JAR 25.1435(a)(11) requirements
regarding fatigue design considerations accounting for fluctuating or repeated external or
internal loads and pressure transients. These loads could be structurally or
environmentally indlfced. By delineating these requirements, the FAA intends to ensure
that each element is designed to provide fatigue resistance capability consistent with
anticipated element usage, thus maintaining the current level of safety. The terms
“fatigue", and "externally induced loads" would be discussed in AC 25.1435-1.

,
Proposal 5. The FAA proposes to ;dd anew § 25:1435(a)(5) that would contain the
~ current requirements of § 25.1435(b)(2)(1) through (b)(2)(v), except those addressed
under proposal 4 above, as well as parts of the current JAR 25.1435 (a)(5) and (a)(6)
requirements addressing excessive vibration, abrasion, corrosion, mechanical damage, -
- and the ability to withstand inertia loads. These requirements would be consolidated and
simplified by stating that each element must be designed to perform as intended under all
environmental conditions for which the airplane is certificated. An acceptable means of

compliance would be included in AC 25.1435-1.

Proposal 6. The FAA proposes to add a modified version of the existing JAR

25.1435(a)(2) as § 25.1435(b)(1), requiring means to indicate appropriate system




parameters at a flight crewmember station if (1) the system performs a function necessary
for continued safe flight and landing, or (2) in the event of hydraulic system malfunction,
corrective action by the crew is required to ensure continued safe flight and landing. The
existing JAR25.1435(a)(2) requires fluid quantity and pressure indication under specified
circumstances; prior to Amendment 25-72, § 25.1435 contained an identical requirement.
It was considered at the time that this requirement is covered by § 25.1309(c), which
requires that warning information must be provided to alert the crew to unsafe system
operating conditions, and to enable them to take appropriate corrective action, and the §
25.1435 requirement was therefore deleted. It is, however, now recognized that there is
value in defining inc;’:lcation requirements for hydraulic systems and implications of their
loss. The existing level of safety would not be impacted since the FAA is proposing to
adopt an existing industry practice. The term "appropriate system parameters" would be

discussed in AC 25.1435-1. (Note: see proposal 12 below with respect to status of
current § 25.1435(b)(1) requiremengs). -

Proposal 7. The FAA proposes to replace the current § 25.1435(b)(2) by adding a
modified version of the current JAR 25.1435(a)(4) and (a)(7) to require that each system
have means to ensure that system pressures remain within the design capabilities of each
element. Prior to Amendment 25-72, § 25.1435 contained a requirement that was -
identical to the current JAR requirement, but it was characterized as both containing
arbitrary pressure transient limits and unnecessary because the i;ltent is covered under

- §25.1309. The requirement was therefore deleted from § 25.1435. The proposed version
deletes the arbitrary limits but requires that the intent be specifically addressed by

§ 25.1435(b)(2) to ensure consideration of the pressure and volume related transients that

are unique to the hydraulic systems. There would be no impact on level of safety since an




existing industry practice is being adopted. An acceptable means of compliance with §

25.1435(bX2) would be included in AC 25.1435-1. ~

Proposal 8. The FAA proposes to add a new § 25.1435(b)(3) which contains a modified
version of the existing JAR 25.1435(a)(5) requirements regarding the means to minimize
harmful or hazardous concentrations of the hydraulic fluid or vapors, if liberated in any
form, into the crew and passenger compartments during flight. Prior to Amendment 25-

72, § 25.1435 contained an identical requirement. It was considered at the time that

§ 25.831(b) covers this requirement under a general statement that the ventilation air

% .

must be free of hazardous or harmful gases or vapors. However, § 25.831(b) specifies
allowable limits for carbon monoxide and carbon dioxide, but no other products. It could
be construed that those two gases are the only hazardous products. § 25.1435 is therefore

revised to state the specific requirenfnt’with respect to the hydraulic fluid or vapors.

The JAR requirement currently states, in relevant part, that "there must be a
means to prevent harmful or hazardous concentration of fluid . . ." In recognition of the
fact that absolute prevention is not an achievable objective, the FAA proposes that the
hydraulic sfstem must have "means to minimize the release of harmful or hazardous
concentrations . . ." To show compliance with this requirement, an applicant would have
to show, both that the likelihood of releases has been minimized, and that, if there is suéh
a release, the concentrations from the release would also be minimized. The level of
safety remains unaffected because it's an existing industry practice to address this issue.
An acceptable means of compliance with § 25.1435( b)(3) and a discussion of the terms

*harmful* and "hazardous" would be included in AC 25.1435-1.

10



Proposal 9. The FAA proposes to redesignate the existing § 25.1435 () as
§ 25.1435(b)(4); this is identical to the existing JAR 25.1435(c) requirements regarding
use of flammable hydraulic fluid and fire protection. A discussion of the term

"flammable hydraulic fluid" would be included in AC 25.1435-1.

Proposal 10. The FAA proposes to add a new § 25.1435(b)(5), containing the current
JAR 25.1435(d) requirements that the airplane manufacturer must specify the approved
hydraulic fluid(s) suitable to be used in the system(s) and ensure that the system(s) meet
the applicable placarding requirements of the current § 25.1541. Although it is a standard
U.S. industry practic: to identify the compatible hydraulic fluid on each component's
name plate, the practice may not be universal. In order to minimize the potential use of
incompatible fluids, seals, etc. in any system , it is necessary to include this requirement.
A discussion of mixability of hydraulic fluids would be included in AC 25.1435-1.

b
Proposal 11, Current § 25.1435(b)(h2)' requirements for hydraulic system compliance by
test and analysis would be separated into §§ 25.1435(c), (c)(1) and (c)(2); the list of
environmental factors [current § 25.1435(b)(2)(ii) through (b)(2)(v)] would be moved to
AC 25.1435-1; and, text in the aforementioned sections would be clarified. In addition,
analysis may be used in place of or to supplement testing, where shown to be reliable and
appropriate. A discussion on endurance and fatigue testing, and simulated failures would

be included in AC 25.1435-1.
m;:gs_&]_; Current § 25.1435(b)(1) requirements for static testing of a complete

hydraulic system tol.5 times the design operating pressure (without deformation of any

part of the system that would prevent performance of intended function) would be

11



replaced with a new § 25.1435(c)(3) requirement that "the complete hydraulic system
must be functionally tested on the airplane over the ra‘?ge of motion of all associated user
systems". "The test must be conducted at the system relief pressure or 1.25 times the
DOP if a system pressure relief device is not part of the system design." This proposal
reflects the recently granted petition for exemption to the Boeing Company, Regulatory
Docket No. 27384. The petition, any comments received, and a copy of the final
disposition are filed in the assigned regulatory docket and are available for examination
in the Rules Docket (AGC 200), room 915G, FAA Headquarters Building (FOB 10A),
800 Independence Avenue SW., Washington, DC 20591; telephone (202) 267-3132. A
discussion on relief ;aressure settings and an acceptable means of compliance with

§ 25.1435(c)(3) would be included in AC 25.1435-1.

The FAA considers that the proposed functional (i.e., dynamic) test more closely
approximates actual operating conditions than the existing static test. This is because for
the static test, several parts of the system and associated relief valves (including return
lines) may need to be disabled to alfbw'system pressurization at 1.5 times the design
operating pressure because the relief valves are designed to open at a pressure lower than

* 1.5 times the design operating pressure. Although the proposed test pressure would be
lower than 1.5 times the design operating pressure, all elements must still be able to
withstand at least 1.5 times the design operating pressure per current § 25.1435(a)(2)
(proposed § 25.1435(a)(3)), at least retaining and potentially enhancing the current level

of safety by identification of additional dynamic interference problems.

Regulatory Evaluation Summary
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Changes to federal regulations must undergo several economic analyses. First,
Executive Order 12866 directs Federal agencies to promulgate new regulations or modify
existing regulations‘ only if the potential benefits to society outweigh the potential costs.
Second, the Regulatory Flexibility Act of 1980 requires agencies to analyze the economic
impact of regulatory changes on small entities. Finally, the Office of Management and
Budget directs agencies to assess the effect of regulatory changes on international trade.
In conducting these assesments, the FAA has determined that this proposed rule:

1) would generate benefits exceeding its costs and is not "significant" as defined in
Executive Order 12866; 2) is not "significant" as defined in DOT's Policies and
Procedures; 3) wouﬁ:l not have a significant impact on a substantial number of small
entities; and 4) would lessen restraints on international trade. These analyses, available

in the docket, are summarized below.

Costs and Benefits .

Manufacturers of small trénﬁport category airplanes could experience additional
costs totalling approximately $50,000 per type certification resulting from proposals 1
(design load factors) and 12 (systems clearance check). For manufacturers of large
transport category airplanes, the cost differential could range from a $25,000 cost
reduction (for one manufacturer, resulting from proposal 12) to a $100,000 - $200,000
cost increase (for another manufacturer, resulting from proposal 4).

The proposed changes would increase harmonization and commonality between
American and European airworthiness standards, thereby eliminating unnecessary
duplication of airworthiness requirements and reducing manufacturers' certification costs.
One manufacturer of small transport category airplanes estimated such cost-savings could

range between $30,000 and $90,000 per type certification (pertaining to hydraulic
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systems only). Corresponding savings for large transport category airplane type
certifications would be several times these amounts. The cost savings from
harmonization would easily exceed the relatively low incremental costs of the rule.
Potential safety enhancement resulting from specification of minimum accepted standards
would supplement these benefits. Consequently, the FAA finds the proposed rule to be
cost-beneficial.

Proposal 1. These changes codify existing industry standards. As such, they
would not result in additional costs for most manufacturers. However, one manufacturer
of small transport category airplanes estimated increased testing costs of approximately
$25,000 per type cert’fﬁcation. Codification of the proposed standards would ensure that

current safety levels are retained.

Proposals 2. 3, and 9. There would be no additional costs associated with these
minor changes. .

Proposal 4. Although some of the changes described are new requirements in the
FAR, most American manufacturers of large transport category airplanes are already in
compliance with the similar current European standards, which had to be met in order to
market airplanes in JAA member countries. The modified testing and -analysis regime is
already in place. Initial first-time costs have already been incurred; such costs have
diminished in recent certifications. Consequently, actual incremental costs would be
negligible. One manufacturer, however, indicated that additional testing and analysis
costs, ranging between $100,000 and $200,000 per type certiﬁcation,_would be incurred
for the first one or two type certifications. Léarning curve efficiencies would likely

reduce these costs thereafter. Manufacturers of small transport category airplanes, on the

other hand, expect no or negligible additional costs attributable to the new fatigue-related

14



proposals. Codification of the proposed standards would ensure that minimum

acceptable fatigue requirements are specified with potential for safety enhancement.

Proposals 5, 6. 7, 8, and 10. These changes codify existing industry standards and

would not result in additional certification/production costs. Codification of the proposed

standards would ensure that current safety levels are retained.

Proposal 11, There would be no additional costs associated with these revisions.
The use of analysis in lieu of or supplemental to testing may reduce certification costs in

ra
some cases.

Proposal 12, Most manufacturers of transport category airplanes would not
experience additional costs associated with dynamic testing of hydraulic systems. In fact,
testing time and associated costs cou}_d be reduced to some small extent since, unlike
static testing, the proposed dynamichte'sting would not entail disabling any system(s) or
otherwise reconfiguring the airplane. One manufacturer of large transport category
airplanes estimates potential savings of approximately $25,000 per type certification in
this regard. However, a manufacturer of small transport category airplanes estimates
$25,000 in additional testing, analysis, and report preparation costs per typé certification
attributable to this proposal. The proposed requirements would at least retain, and
potentially enhance, the current level of safety by identification of additional dynamic

interference problems.

Reaul Flexibility T -
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The Regulatory Flexibility Act of 1980 (RFA) was enacted by Congress to ensure
that small entities are not unnecessarily or disproportionately burdened by government
regulations. The RFA requires a Regulatory Flexibility Analysis if a rule would have a
significant economic impact, either detrimental or beneficial, on a substantial number of
small entities. FAA Order 2100.14A, Regulatory Flexibility Criteria and Guidance,
prescribes standards for complying with RFA review requirements in FAA rulemaking
actions. The order defines "small entities” in terms of size thresholds, "significant
economic impact” in terms of annualized cost threshold, and "sustantial number" as a
number which is not less than eleven and which is more than one-third of the small

entities subjéct to thc";)roposed or final rule.

The proposed rule would affect manufacturers of transport category airplanes produced
under future new airplane type certifications. For manufacturers, Order 2100.14A
specifies a size threshold for classiﬁcftiqn as a small entity as 75 or fewer employees.
Since no transport category airplane ‘manufacturer has 75 or fewer employees, the
proposed rule would not have a significant economic impact on a substantial number of

small manufacturers.

I tional Trade I .

The proposed rule would not constitute a barrier to international trade, including
the export of American airplanes to foreign countries, and the import of foreign airplanes
into the United States. Instead, the proposed changes to the FAR would harmonize with
cbrrcsponding existing or proposed standards in the JAR, thereby lessening restraints on

trade.
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Federalism Implications

The amended regulations proposed in this rulemaking would not have substantial
direct effects on the States, on the relationship between the national government and the
States, or on the distribution of power and responsibilities among the various levels of
government. Therefore, in accordance with Executive Order 12612, it is determined that
this proposal would not have sufficient federalism implications to warrant preparing a

Federalism Assessment.

Conclusion

Because the ﬁ’rOposed changes to standardize specific hydraulic systems test
requirements of part 25 are not expected to result in substantial economic cost, the FAA
has determined that this proposed regulation would not be significant under Executive
Order 12866. Because this is an issue which has not prompted a great deal of public
concemn, the FAA has determined that tlllis action is not significant under DOT
Regulatory Policies and Proceduresf(-44 FR 11034, February 25, 1979). In addition since
there are no small entities affected by this proposed rulemaking, the FAA certifies, under
the criteria of the Regulatory Flexibility Act, that this rule, if adopted, will not have a
significant economic impact, positive or negative, on a substantial number of small
entities. An initial regulatory evaluation of the proposal, including a Regulatory
Flexibility Determination and Trade Impact Analysis, has been placed in the docket. A
copy may be obtained by contacting the person identified under FOR FURTHER
INFORMATION CONTACT.
List of Subjects

14 CFR Part 25
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Aircraft, Aviation safety, Federal Aviation Administration, Reporting and
recordkeeping requirements
The Proposed Amendments
Accordingly, the Federal Aviation Administration (FAA) proposes to amend 14 CFR

part 25 of the Federal Aviation Regulations (FAR) as follows:
PART 25 - AIRWORTHINESS STANDARDS - TRANSPORT CATEGORY
AIRPLANES
1. The authority citation for part 25 continues to read as follows:

Authority: 49 U.S.C. app. 1344, 1354(a), 1355, 1421, 1423, 1424, 1425, 1428, 1429,
1430; 49 U.S.C. 106{g); and 49 CFR 1.47(a).
2. Section 25.1435 is revised to read as follows:
§ 25.1435 Hydraulic systems

(a) Element design. Each element of the hydraulic system must be designed to:

(1) Withstand the proof pressure :vitlllout leakage or permanent deformation that
prevents it from performing its intended function, and the ultimate pressure without

rupture. The proof and ultimate pressures are defined in terms of the design operating

pressure (DOP) as follows:
Element - Proof(xDOP) Ultimate(xDOP)
1. Tubes & fittings. 1.5 3.0

2. Pressure vessels containing gas

High pressure (e.g., accumulators) 3.0 4.0
Low pressure (e.g., reservoirs) 1.5 3.0
3. Hoses 20 4.0

4. All other elements 1.5 20
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(2) Withstand, without deformation that would prevent it from performing its intended
function, the design operating pressure in combination-with limit structural loads that
may be imposed;

(3) Withstand, without rupture, the design operating pressure multiplied by a factor of
1.5 in combination with ultimate structural load that can reasonably occur
simultaneously;

(4) Withstand the fatigue effects of all cyclic pressures, including transients, and
associated externally induced loads. The fatigue life of the element must take into
account the consequences of element failure; and

(5) Perform as inteénded under all environmental conditions for which the airplane is

certificated.

(b) System design.  Each hydraulic system must:

(1) Have means to indicate appropriate system parameters located at a flight crew
member station if Lo
(i) It performs a function necessary for continued safe flight and landing; or
(ii) In the event of hydraulic system malfunction, corrective action by the crew to ensure
continued safe flight and landing is necessary;

(2) Have means to ensure that system pressures, including transient pressures and
pressures from fluid volumetric changes in elements that are likely to remain closed long
enough for such changes to occur, are within the design capabilities of each element, such
that they meet the requirements defined in § 25.1435(a)(1) through (a)(5);

- (3) Have means to minimize the release of harmful or hazardous concentrations of

hydraulic fluid or vapors into the crew and passenger compartments during flight;
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(4) Meet the applicable requirements of §§ 25.863, 25.1183,25.1185, and 25.1189 if a
flammable hydraulic fluid is used; and -

(5) Be designed to use any suitable hydraulic fluid specified by the airplane
manufacturer, which must be identified by appropriate markings as required by
§ 25.1541.

(c) Tests

To demonstrate compliance with § 25.1435 and support compliance with
§ 25.1309, tests must be conducted on the hydraulic system(s), and/or subsystem(s) and
elements, except that analysis may be used in place of or to supplement testing, where
shown to be reliable &nd appropriate. All internal and external influences must be taken
into account to an extent necessary to evaluate their effects, and to assure reliable system
and element functioning and integration. Failure or unacceptable deficiency of an
element or system must be corrected and be sufficiently retested, where necessary.

(1) The system(s), subsystem(s), or el'cment(s) must be subjected to performance,
fatigue, and endurance tests mpreseﬁ:aﬁve of airplane ground and flight operations.

(2) The complete system must be tested to determine proper functional performance
and relation to the other systems, including simulation of relevant failure conditions, and
to support or validate element design.

(3) The complete hydraulic system(s) must be functionally tested on the airplane in
normal operation over the range of motion of all associated user systems. The test must
Atyigm opereliag pressure
be conducted at the system relief pressure or 1.25 times the DOP if a system pressure
relief device is not part of the system design. Clearances between hydraulic system

elements and other systems or structural elements must remain adequate and there must

be no detrimental effects.
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Issued in Washington, D.C., on

f\Ahome\mkw\hydrul3.doc
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AC 25.1435-1
August 31, 1995

r;

HYDRAULIC SYSTEM CERTIFICATION
TESTS, AND ANALYSIS ANM-110

1. PURPOSE. This Advisory Circular (AC) provides guidance material for use as an acceptable
means, but not the only means, of demonstrating compliance with the requirements of § 25.1435
and other sections of the Federal Aviation Regulations (FAR) that contain hydraulic system

requirements. It is not mandatory and does not constitute a regulation.

2. RELATED DOCUMENTS. Section 25.1435 of the FAR, as amended through Amendment

25-xx, and other sections relating to hydraulic installations. .
a. Related Federal Aviation Regulations. Sections which prescribe requirements for the
design, substantiation and certification of hydraulic systems include:
§ 25.301 Loads
§ 25.303 Factor of safety.
§ 25.863 Flammable fluid fire protection.
§ 25.1183 Flammable fluid-carrying components.
§ 25.1185 Flammable fluids.
§25.1189  Shutoff means.
- § 25.1301 Function and installation.
§ 25.1309 Equipment, systems and installations.
§ 25.1322 Waming, caution and advisory lights.
§ 25.1541 Markings and Placards

Additional part 25 sections (and their associated advisory circulars where applicable) that
prescribe requirements which can have a significant impact on the overall design and
configuration of hydraulic systems are, but are not limited to:

§25.671
§25.729

General: Control systems
Retracting mechanism



§ 25.903 Engines
§ 25.943 Negative acceleration (JAR 25x1315)

AC25.1309-1A System Design and Analysis

AC 120-42 Extended Range Operation with Two Engine Airplanes

AC 20-128 Design Considerations for Minimizing Hazards Caused by
Uncontained Turbine Engine and Auxiliary Power Unit

Rotor and Fan Blade Failures

Advisory Circulars can be obtained from the U.S. Department of Transportation, M-443. 2
Subsequent Distribution Unit, Washington, D.C. 20590.

c. I«:_thmalﬁlﬁnd_ar.dﬂr_dﬂs_ﬂm
TSO-C47 Pressure Instruments-Fuel, Oil, and Hydraulic
TSO-C75 Hydraulic Hose Assemblies

Technical Standard Orders can be obtained from the Federal Aviation Administration (FAA),
Aircraft Certification Service, Aircraft Engingering Division, Technical Analysis Branch (AIR-
120), 800 Independence Ave. S.W., Washington, DC, 20591.

d. Society of Automotive Engineers (SAE) Documents.

ARP 4752 Aerospace - Design and Installation of Commercial
Transport Aircraft Hydraulic Systems

ISO 7137 Environmental Conditions and Test Procedures for
Airborne Equipment (not an SAE document but is
available from the SAE)

These documents can be obtained from the Society of Automotive Engineers, Inc., 400
Commonwealth Drive, Warrendale, Pennsylvania, 15096.

e. MﬂmDp.c.umsnls

MIL-STD-810 -  Environmental Test Methods and Engineering Guidelines



These documents can be obtained from DODSSP, Standardization Document Order Desk, 700
Robbins Avenue, Building 4D, Philadelphia, PA 19111-5094.

3. BACKGROUND. Effective February 1, 1965, part 25 was added to the FAR to replace Part
4b of the Civil Air Regulations (CAR). For hydraulic systems, CAR 4b.653, 4b.654 and 4b.655
respectively became §§ 25.1435(a), 1435(b) and 1435(c) of the FAR. Since then § 25.1435 has
been revised under Amendment 25-13 (1967), Amendment 25-23 (1970), Amendment 25-41
(1977), Amendment 25-72 (1990), and Amendment 25-XX (1996), to make the regulations more
comprehensive and to delete redundancies.

In Europe, the Joint Aviation Requirements (JAR) -25 were developed by the Joint
Aviation Authorities (JAA) to provide a common set of airworthiness standards for use within
the European aviation community. The airworthiness standards for European type certification
of transport category airplanes, JAR-25, are based on part 25 of the FAR.

Although part 25 and JAR-25 are very similar, they are not identical. Differences
between the FAR and the JAR can result in substantial additional costs when airplanes are type
certificated to both standards. These additional costs, however, frequently do not bring about an
increase in safety. For example, part 25 and JAR-25 may use different means to accomplish the
same safety intent. In this case, the manufacturer is usually burdened with meeting both
requirements, although the level of safety is not increased correspondingly. Recognizing thata .
common set of standards would not only economically benefit the aviation industry, but would
also maintain the necessary high level of safety, the FAA and JAA consider harmonization to be
a high priority. »

In 1992, the harmonization effort was undertaken by the Aviation Rulemaking Advisory
Committee (ARAC). A working group of industry and government hydraulic systems specialists
of Europe and the United States was chartered by notice in the Federa] Register (57 FR 58843,
December 12, 1992). The working group was tasked to develop harmonized standards and any -
collateral documents, such as advisory circulars, concerning new or revised requirements for
hydraulic systems, and the associated test conditions for hydraulic systems, installed in transport
category airplanes (§ 25.1435).

The advisory material contained in this circular was developed by the Hydraulic Systems
Harmonization Working Group to ensure consistent application of the revised standards.

4. DISCUSSION.
a. Element Design.

(1) (Ref. § 25.1435(a)(1)) The design operating pressure (DOP) is the normal maximum
steady pressure. Excluded are reasonable tolerances, and transient pressure effects such as may



arise from acceptable pump ripple or reactions to system functioning or demands that may affect
fatigue. Fatigue is addressed in paragraph (a)(4) of this section.

In local areas of systems and elements, the DOP may be different from the above due to
the range of normally anticipated airplane operational, dynamic, and environmental conditions,
Such differences must be taken into account. '

For (a)(1), (a)(2), and (a)(3), the pressure and structural loads, as applicable, should be
sustained for sufficient time to enable adequate determination that compliance is demonstrated.
Typically a time of 2 minutes for proof conditions and 1 minute for ultimate condition will be
considered acceptable. '

- The term 'pressure vessels' is not intended to include small volume elements such as
lines, fittings, gauges, etc. It may be necessary to use special factors for elements fabricated
from non-metallic/composite materials.

%

(2) (Ref. § 25.1435(a)(2)) Limit structural loads are defined in § 25.301(a). For hydraulic
actuators equipped with hydraulic or mechanical locking features, such as flight control actuators
and power steering actuators, the actuators and other loaded elements must be designed for the
most severe combination of internal and external loads that may occur in use. The loads to be
considered include, but are not limited to (a) air or ground maneuver loads, (b) dynamic .
transients, (c) gust conditions, and (d) the maximum hydraulic pressures that could occur
simultaneously with the external loads from (a) through (c). For hydraulic actuators that are free
to move with external loads, i.e., do not havedocking features, the structural loads are the same
as the loads produced by the hydraulic actuators.

(3) (Ref. § 25.1435(a)(3)) For compliance, the combined effects of the ultimate structural
load(s) as defined in §§ 25.301 and 25.303 and the DOP, which can reasonably occur
simultaneously, shall be taken into account with a factor of 1.5 applied to the DOP. In this case
the overall structural integrity of the element should be maintained. However, it may be
permissible for this element to suffer leakage, permanent deformation, operational/functional
failure or any combination of these conditions.

(4) (Ref. § 25.1435(a)(4)) Fatigue, the repeated load cycles of an element, is a significant
contributor to element failure. Hydraulic elements are mainly subjected to pressure loads, but
may also see externally induced cyclical loads (e.g. structural, thermal, etc.). The applicant must
define the load cycles for each element. The number of load cycles must be evaluated to produce
equivalent fatigue damage encountered during the life of the aircraft or to support the
assumptions used in § 25.1309 analysis. For example, if the failure analysis of the system allows
that an element failure may occur at 25% of aircraft life, the element fatigue life should at least
support this assumption.



(5) (Ref. 25.1435(a)(5)) Airplane environmental conditions that an element should be
designed for are those under which proper function is required. They may include, but are not
limited to: temperature, humidity, vibration, acceleration forces, icing, ambient pressure,
electromagnetic effects, salt spray, cleaning agents, galvanic, sand, dust, and fungus. They may
be location specific (e.g., in pressurized cabin vs. in unpressurized area) or general (attitude).
For further guidance on environmental testing, suitable references include, but are not limited to:
Military Standard, MIL-STD-810 "Environmental Test Methods and Engineering Guidelines",
Radio Technical Commission for Aeronautics Document No. DO-160C (Environmental
Conditions and Test Procedures for Airborne Equipment) as referenced in advisory circular No.
AC 21-16C, and International Organization for Standardization Document No. ISO 7137-
Environmental Conditions and Test Procedures for Airborne Equipment.

b. System Design. (Ref. 25.1435(b)) These requirements are unique to hydraulic systems,
and may complement § 25.1309. Other design features for hydraulic systems that may be
advantageous in demonstrating compliance by eliminating undesirable conditions or effects are:
(a) Design and install hydraulic pumps such that loss of fluid to or from the pump cannot lead to
events that create a hazard that might prevent continued safe operation. For example, engine
- driven pump shaft seal failure or leakage, in combination with a blocked fluid drain, resulting in
engine gear box contamination with hydraulic fluid and subsequent engine failure. (b) Design
the system to avoid hazards arising from the effects of abnormally high temperatures which may
occur in the system under fault conditions. .

(1) (Ref. 25.1435(b)(1)) Appropriate system parameters may include, but are not limited
to, pump or system temperatures and pressurés, system fluid quantities, and any other parameters
which give the pilot indication of the functional level of the hydraulic systems.

(2) (Ref. 25.1435(b)(2)) Compliance may be shown by designing the systems and
elements to sustain the transients without damage or failure, or by providing dampers, pressure
relief devices, etc.

(3) (Ref. 25.1435(b)(3)) Harmful or hazardous fluid or vapor concentrations are those that
can cause short term incapacitation of the flight crew or long term health effects to the
passengers or crew. Compliance may be shown by taking design precautions, to minimize the
likelihood of releases and, in the event of a release to minimize the concentrations. Suitable
precautions, based on good engineering judgment, include separation of air conditioning and
hydraulic systems, shut off capability to hydraulic lines, reducing the number of joints and
elements, shrouding etc.. In case of leakage, sufficient drainage should be provided.

(4) (Ref. 25.1435(b)(4)) Unless it has been demonstrated that there are no circumstances
which can exist (on the airplane) under which the hydraulic fluid can be ignited in any of its
physical forms (liquid, atomized, etc.), the hydraulic fluid should be considered to be flammable.



(5) (Ref. 25.1435(b)(5)) If more than one approved fluid is specified, the term suitable
hydraulic fluid is intended to include acceptable mixtures.

c. Tests, (Ref. 25.1435(c)) Test conditions should be representative of the environment that the
element, subsystem or system may be exposed to in the design flight envelope. This may include
loads, temperatures, altitude effects, humidity, and other influences (electrical, pneumatic, etc.).
Testing may be conducted in simulators, stand alone rigs, integrated laboratory rigs, or on the
airplane. The test plan should describe the objectives and test methods. All interfaces between
the airplane elements and the test facilities should be adequately represented.

(1) (Ref.25.1435(c)(1)) Testing for performance should demonstrate rates and responses
required for proper system operation. Testing for fatigue (the repeated load cycling of an
element) and endurance (the ability of parts moving relative to each other to continue to perform
their intended function) should be sufficient to show the assumptions used in § 25.1309 analysis
are correct, but are not necessary to demonstrate airplane design life. As part of demonstrating
that the element(s), vsubssysten}(s), or system(s) perform their intended functions, the
manufacturer may select procedures and factors of safety identified in accepted manufacturing,
national, military, or industry standards provided that it can be established that they are suitable
for the intended application. Minimum design factors specified in those standards or the
regulations may be used unless more conservative factors have been agreed to with the
Administrator.

An acceptable test approach for fatigue or endurance is to:
b
(a) Define the intended element life ™ -
(b) Determine the anticipated element duty cycle
(c) Conduct testing using the anticipated or an equivalent duty cycle

(2) (Ref. 25.1435(c)(2)) The tests should include simulation of hydraulic system failure
conditions in order to investigate the effect of those failures and to correlate with the failure
conditions considered for compliance with § 25.1309. Relevant failure conditions to be tested
are those which cannot be shown to be extremely improbable and have effects assessed to be
major, hazardous, or have significant system interaction or operational implications.

(3) (Ref.25.1435(c)(3)) Compliance with § 25.1435(c)(3) can be accomplished by
applying a test pressure to the system using airplane pumps or an alternate pressure source (e.g.,
a ground cart). The test pressure to be used should be just below the pressure required to initiate
system pressue relief (cracking pressure). Return and suction pressures are allowed to be those
which result from application of the test pressure to the pressure side of the system.



Some parts of the system(s) may need to be separately pressurized to ensure the system is
completely tested. Similarly, it may be permissible that certain parts of the system need not be
tested if it can be shown that they do not constitute a significant_part of the system with respect
to the evaluation of adequate clearances or detrimental effects.

-
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Executive Summary

This Regulatory Evaluation examines the impacts of a proposal to amend the
airworthiness standards for hydraulic systems of transport category airplanes.
The proposed changes to section 25.1435 of the Federal Aviation Regulations
(FAR) would harmonize hydraulic systems design and test requirements with
standards proposed for the European Joint Aviation Requirements (JAR). The
proposals were developed in cooperation with the European Joint Aviation
Authorities and the U.S. and European aviation industries through the Aviation
Rulemaking Advisory Committee. The proposed changes would: (1) add
appropriate existing JAR standards to achieQe harmonization; (2) move some of
the existing regulatory text to an advisory circular; (3) consolidate or
separate some subparagraphs for clarity; and (4) revise airplane static proof
pressure test requirements to require a complete functional (dynamic) airplane

test at a lower pressure.

Although several revisions would be made to FAR é 25.1435, only three of them
would impose additional costs. Most of the changes codify current industry
practice or conform FAR § 25.1435 to corresponding sections of the JAR without
substan;ive effects. Manufacturers of part 25 small airplanes could
experience additional costs of approximately $50,000 per type certification.
On the other hand, manufacturers of part 25 large airplanes could experience a
cost differential ranging from a $25,000 cost reduction to a $200,000 cost

increase. Cost savings from harmonization and potential safety enhancement

would exceed any incremental cost increases.

e



The proposed rule would not have a significant economic impact on small
entities. In addition, it would not constitute a barrier to international
trade, including the export of American airplanes to foreign countries

and the import of foreign airplanes into the United States. Instead, the
proposed changes, by harmonizing with standards in the JAR, would lessen

restraints on trade.
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I.

Regulatory Evaluation of NPRM: Revision of Hydraulic Systems Airworthiness
Standards to Harmonize with European Airworthiness Standards for Transport

Category Airplanes

Introduction

This Regulatory Evaluation examines the impacts of a proposal to amend the

airworthiness standards for hydraulic systems of transport category airplanes.

The proposed changes to section 25.1435 of the Federal Aviation Regulations

(FAR) would harmonize hydraulic systems design and test requirements with

standards proposed for the European Joint Aviation Requirements (JAR). The

proposals were developed in cooperation with the European Joint Aviation

Authorities (JAA) and the U.S. and European aviation industries through the

Aviation Rulemaking Advisory Committee (ARAC). These changes would benefit

the public interest by standardizing certain requirements, concepts, and

procedures contained in the airworthiness standards without reducing, and

potentially enhancing, the current level of safety.

The FAA proposes to: (1) add appropriate existing JAR standards to achieve

harmonization; (2) move some of the existing regulatory text to an advisory

circular (AC 25.1435-1); (3) consolidate or separate some subparagraphs for

clarity; and (4) revise airplane static proof pressure test requirements,

§

25.1435(b) (1), to require a complete functional (dynamic) airplane test at a

lower pressure.
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II. Background

The airworthiness standards for transport category airplanes are contained in
part 25 of the FAR. These standards apply to airplanes manufactured within
the U.S. and to airplanes manufactured in other countries and imported under a

bilateral airworthiness agreement,

The JAA developed a common set of airworthiness standards for use within the
European aviation community.' The standards for European type certification of
transport category airplanes, JAR-25, are based to a large extent on part 25
of the FAR. Type certificates issued under JAR-25 standards are accepted by

the aircraft certification authorities of 23 European countries.

FAR part 25 and JAR-25 are, however, not identical. Certain differences
between the standards can result in substantial additional certification costs
when airplanes are type-certificated to both sets of standards. These
additional costs do not necessarily bring about an increase in safety since
the FAR may use different means than the JAR to accomplish the same safety

intent.

Recognizing that a common set of standards would not only economically benefit
the aviation industry but also maintain the necessary high level of safety,
the FAA and JAA, in 1988, began a process to harmonize the airworthiness
requirements of the U.S. and Europe. During the June 1992° FAA/JAA annual
meeting in Toronto, Canada, the Aviation Rulemaking Advisory Committee (ARAC)

was recognized as the forum through which rulemaking harmonization will be



achieved. The ARAC was formally established by the FAA on January 22, 1991 to
provide advice and recommendations concerning the FAA's rulemaking program.
The Hydraulic Systems Harmonization Working Group was formed and tasked to
develop a draft Notice of Proposed Rulemaking (NPRM) and collateral documents
relating to hydraulic systems of transport category airplanes. The JAA is

developing similar proposals to amend JAR-25.

I11. Proposed Changes and Associated Costs and Benefits

Although several revisions would be made to FAR § 25.1435, only three of them
would impose additional costs (see below -- proposals 1,4, and 12, with the
latter having potential cost savings for some manufacturers). Most of the
changes codify current industry practice or conform FAR § 25.1435 to
corresponding sections of the JAR. Adoption of the proposed changes would
increase harmonization and commonality between American and European
airworthiness standards. Harmonization would eliminate unnecessary
duplication of airworthiness requirements, thus reducing manufacturers’
certification costs. One manufacturer of part 25 small airplanes estimated
such cost-savings could range between $30,000 and $90,000 per type
certification (pertaining to hydraulic systems only). Equivalent savings for
part 25 large airplane type certifications would probably be several times
these amounts. Potential safety enhancement resulting from specification of

minimum accepted standards would supplement these benefits.

- Proposal ll Current § 25.1435(a) (1) would be replaced by the existing

JAR 25.1435(a)(10) and associated Appendix K requirements regarding design
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load factors for proof and ultimate pressure conditions for elements of the
hydraulic system (see proposal 2 below with respect to contents of current

§ 25.1435 (a)(l)). The proposed.load factors, ranging between 1.5 and 4.0,
relate to the design operating pressure (DOP) and apply to tuBes, fittings,
elements containing gas connected to a pneumatic pressure source (e.g.
hydraulic reservoirs), elements containing pressurized gas connected to
hydraulic pressure source (e.g. accumulators), hoses, and other miscellaneous
elements. By adopting the JAR minimum factors of safety standards which
currently are not specifically stated in the FAR, the FAA intends to retain an
existing level of safety because normal U.S. industry practices meet or exceed
these standards. DOP is the normal maximum steady pressure. Excluded are
reasonable tolerances and transient pressure effects. In localized-areas of
systems and system elements, the DOP may be different from the DOP for the
system as a whole due to the range of normally anticipated airplane
opefational, dynamic and environmental conditions. Such differences must be
taken into account. The term "design operating pressure" woula be discussed

in AC 25.1435-1.

The proposed changes would not result in additional certificétion/production
costs for most manufacturers. However, one manufacturer of part 25 small
airplanes estimated increased testing costs of approximately $25,000 per type
certification. Codification of the proposed standards would ensure that

current safety levels are retained.
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Proposal 2. Current § 25.1435(a)(l) would be redesignated as
§ 25.1435(a)(2) with deletion of some extraneous words and other minor edits.
The term "limit structural load" and a recommended minimum time to hold
pressure would be discussed in AC 25.1435-1. There would be no additional

costs associated with these minor changes.

Proposal 3. <Current § 25.1435(a)(2) would be redesignated as new
§ 25.1435(a)(3) with deletion of some extraneous words and other minor edits.
The term "ultimate structural load" and a minimum time to hold pressure would
be discussed in AC 25.1435-1. There would be no additional costs associated

with these minor changes.

Proposal 4. A new § 25.1435(a)(4) would be added, containing current
§ 25.1435(b)(2)(i) and (b)(2)(ii) requirements regarding induced loads,
pressure transients, and fatigue, as well as the current JAR 25.1435(a)(11)
requirements regarding fatigue design considerations accounting for
fluctuating or repeated external or internal loads and pressure transients.
These loads could be structurally or envirommentally induced. By delineating
these requirements, the FAA intends to ensure that each element is designed to
providevfatigue resistance capability consistent with anticipated element

usage, thus maintaining thé current level of safety. The terms "fatigue," and

"externally induced loads" would be discussed in AC 25.1435-1.

Although some of the changes described are new requirements in the FAR, most
American manufacturers of large transport category airplanes are already in

compliance with the similar current European standards, which had to be met in



order to market airplanes in JAA member countries. The modified testing and
analysis regime is already in place. Initial "first time" costs have already
been incurred and have diminished in recent certifications. Consequently,
incremental costs incurred subsequent to harmonization would be negligible.
One manufacturer, however, indicated that additional testing and analysis
costs, ranging between $100,000 and $200,000 per type certification, would be
incurred for the first one or two type certifications; learning curve
efficiencies would likely reduce these costs thereafter. Manufacturers of
part 25 small airplanes, on the other hand, expect no or negligible additional

costs attributable to the new fatigue-related proposals.

Codification of the proposed standards would ensure that minimum acceptable

fatigue requirements are specified with potential for safety enhancement.

Proposal 5. A new § 25.1435(a)(5) would be added, containing the
current requirements of § 25.1435(b)(2)(i) through (b)(2)(v), except those
addressed under proposal 4 above, as well as parts of the current
JAR 25.1435(a)(5) and (a)(6) requirements to pfevent excessive vibration,
abrasion, corrosion, and mechanical damage, and to ensure the ability to
withstand inertia loads. These requirements would be consolidated and
simplified by stating that each element must be designed to perform as
intended under all environmental conditions for which the airplane is

certificated. An acceptable means of compliance would be included in

AC 25.1435-1.




These changes codify existing industry standards for protection from physical/
environmental degradation and resistance to inertia loads and would not result
in additional certification/production costs. Codification of the proposed

standards would ensure that current safety levels are retained.

Proposal 6. A modified version of current JAR 25.1435 (a)(2) would be
added td the FAR as a revised § 25.1435 (b)(l), requiring means to indicate
the appropriate system parameters at a flight crewmember station if (1) the
system performs a function necessary for continued safe flight and landing, or
(2) in the event of hydraulic system malfunction, corrective action by the
crew is required to ensure continued safe flight and landing (see proposal 12
below with respect to status of current § 25.1435(b)(1l) requirements). The
existing JAR 25.1435(a)(2) requires fluid quantity and pressure indication
under specified circumstances; prior to Amendment 25-72 in 1990, FAR § 25.1435
contained an identical requirement. It was considered at the time that this
requirement is covered by FAR § 25.1309(c), which requires that warning
information must be provided to alert the crew to unsafe system operating
conditions and to enable it to take appropriate corrective action, and the
§ 25.1435 requirement was therefore deleted. It is now recognized, however,
that there is value in defining indication requirements for hydraulic systems
and implications of their loss. The term "appropriate system parameters"

would be discussed in AC 25.1435-1.

These changes codify existing industry standards and would not result in
additional certification/production costs. Codification of the proposed

standards would ensure that current safety levels are retained.
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Proposal 7. The current § 25.1435(b)(2) would be replaced by a modified
version of the current JAR 25.1435(a)(4) and (a)(7) to require that each
system have means to ensure that system pressures remain within the design
capabilities of elements (see proposal 11 below with respect to contents of
current § 25.1435(b)(2)). Prior to Amendment 25-72, § 25.1435 contained the
identical JAR requirement, but it was characterized as containing arbitrary
transient limits and being unnecessary because the intent is covered under
§ 25.1309 (Equipment, systems, and installations). The requirement was
therefore deleted from § 25.1435. The proposed version deletes the arbitrary
limits but requires that the intent be specifically addressed by
§ 25.1435(b)(2) to ensure consideration of the pressure and volume related
transients that are unique to the hydraulic systems. An acceptable means of

compliance with § 25.1435(b)(2) would be included in AC 25.1435-1.

There would be no additional costs associated with these changes since
industry is currently meeting the same requirements under § 25.1309.
Clarification of standards for pressure/volume transients under § 25.1435

would ensure that current safety levels are retained.

Proposal 8. A new § 25.1435(b)(3) would be added with new requirements
for minimizing harmful or hazardous concentrations of hydraulic fluid or
vapors, if liberated in any form, into the crew or passenger compartments
during flight. These proposed standards would be similar to those in existing
JAR 25.1435(a)(5). Prior to amendment 25-72, § 25.1435 contained an identical
requirement. The amendﬁent removed the requirements since it was assumed that

similar air standards were imposed by § 25.831(b) in the general statement
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that the ventilation air must be free of hazardous or harmful gases or vapors.
However, § 25.831(b) specifies allowable limits for carbon monoxide and carbon
dioxide, but no other products. It could be construed that those two gases
are the only hazardous products. Section 25.1435 is therefore proposed to be
revised to state the requirement with respect to hydraulic fluid or vapors
generally. An acceptable means of compliance with § 25.1435(b)(3) and a
discussion of the terms "harmful" and "hazardous" would be included in AC

25.1435-1.

Since the proposed changes codify existing industry standards, there would be
no additional certification/production costs. Codification of the proposed

standards would ensure that current safety levels are retained.

Proposal 9. Curfent § 25.1435(c) would be redesignated as new
§ 25.1435(b)(4), which is identical to existing JAR 25.1435(c) requirements
regarding use of flammable hydraulic fluid and fire protection. A discussion
of the term "flammable hydraulic fluid" would be included in AC 25.1435-1.

There would be no additional costs associated with this redesignation.

Proposal 10. A new § 25.1435(b)(5) would be added that would require
manufacturers to specify the approved hydraulic fluid(s) suitable to be used
in the system(s) and ensure that the system(s) meet the applicable placarding
requirements of currént § 25.1541. These requirements are the same as those
in existing JAR 25.1435(d). Although it is standard industry practice to
identify the compatible hydraulic fluid on each component’s nameplate, the

practice may not be universal. In order to minimize the potential use of



incompatible fluids, seals, etc. in any system, it is necessary to include
these requirements. A discussion of mixability of hydraulic fluids from

different suppliers would be included in AC 25.1435-1.

Since these changes codify existing industry standards, there would be no
additional certification/production costs. Codification of the proposed

standards would ensure that current safety levels are retained.

Proposal 11. Current § 25.1435(b)(2) requirements for hydraulic system
compliance by test and analysis would be separated into §§ 25.1435(c), (c)(1)
and (c¢)(2); the list of environmental factqrs (current § 25.1435(b)(2) (ii)
through (b)(2)(v)) would be moved to AC 25.1435 and the text in these sections
would be clarified. In addition, analysis may be used in place of or to
supplement testing, where shown to be reliable and appropriate. A discussion
‘on the number of endurance and fatigue cycles, guidance on conducting fatigue

testing, and simulated failures would be included in AC 25.1435-1.

There would be no additional costs associated with these revisions. The use
of analysis in place of or supplemental to testing may reduce certification

costs in some cases.

Proposal 12. Current § 25.1435(b)(1) requirements for static testing of‘
a complete hydraulic system to 1.5 times the design operating pressure
(without deformation that would prevent performance of intended function)
would be replaced with é new § 25.1435(c)(3) requirement that "the complete

hydraulic system must be functionally tested on the airplane over the range of

10



motion of all associated user systems." "The test must be conducted at the
system relief pressure or 1.25 times the DOP if a system pressure relief
device is not part of the system design." This proposal reflects the recently
grantéd petition for exemption to the Boeing Company, FAA Regulatory Docket
No. 27384. A discussion on relief pressure settings and an acceptable means

of compliance with § 25.1435(c)(3) would be included in AC 25.1435-1.

The FAA considers that the proposed functional (i.e., dynamic) test more
closely approximates actual operating conditions than the existing static
test. For the static test, several parts of the system and associated relief
valves (including return lines) may requiré disabling to allow system
pressurization at 1.5 times the design operating pressure because the relief
valves are designed to open at pressures lower than 1.5 times the design
operating pressure. Although the proposed test pressure would be lower than
1.5 times the design operating pressure, all elements must still be able to

withstand at least 1.5 times the design operating pressure per current

§ 25.1435(a)(2) (proposed § 25.1435(a)(3)).

Most manufacturers of part 25 airplanes would not experience any increased
costs associated with dynamic testing of hydraulic systems. In fact, since
unlike static testing, the.proposed dynamic testing does not entail disabling
any system(s) or otherwise reconfiguring the airplane, testing time and
associated costs could be reduced to some small extent. One manufacturer of
part 25 large airplanes estimates potential savings of approximately $25,000

per type certification in this regard. However, a manufacturer of part 25
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small airplanes estimates $25,000 in additional testing, analysis, and'report

preparation costs per type certification attributable to this proposal. -

The proposed requirements at least retain, and potentially enhance, the
current level of safety by identification of additional dynamic interference

problems.

IV. Summary of Costs and Benefits

Manufacturers of part 25 small airplanes could experience additional costs
totalling approximately $50,000 per type certification resulting from
proposals 1 (design load factors) and 12 (system clearance check). For
manufacturers of part 25 large airplanes, the cost differential could range
from a $25,000 cost reduction (for one manufacturer, resulting from proposal
12) to-a $100,000 - $200,000 cost increase (for another manufacturer,
resulting from proposal 4). The cost savings froﬁ harmonization would easily
exceed these relatively low additional costs. Potential safety enhancement
resulting from specification of minimum acceptéd standards would supplement.
these benefits. Consequently, the FAA finds the proposed rule to be cost-

beneficial.

v. Regulatory Flexibility Determination

The Regulatory Flexibility Act of 1980 (RFA) was enacted by Congress to ensure
that small entities are not unnecessarily and disproportionately burdened by

government regulations. The RFA requires a Regulatory Flexibility Analysis if
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a proposed or final rule would have a significant economic impact, either
detrimental or beneficial, on a subs;antial number of small entities. FAA
Order 2100.14A, Regulatory Flexibility Criteria and Guidance, prescribes
standards for complying with RFA review requirements in FAA rulemaking
actions. The Order defines "small entities" in terms of size thresholds,
"significant economic impact” in terms of annualized cost threshold, and
"substantial number" as a number which is not less than eleven and which is
more than one-third of the small entities subject to the proposed or final

rule.

The proposed rule would affect manufacturers of transport category airplanes
produced under .future new airplane type certifications. For manufacturers,
Order 2100.14A specifies a size threshold for classification as a small entity
as 75 or fewer employees. Since no part 25 airplane manufacturer has 75 or
fewer employees, the proposed rule would not have a significant economic

impact on a substantial number of small manufacturers,

Vi. International Trade Impact Assessment

The proposed rule would not constitute a barrier to international trade,
including the export of American airplanes to foreign countries and the impﬁrt
of foreign airplanes into the United States. Instead, the proposed changes
would harmonize with corresponding existing or proposed standards in the JAR,

thereby lessening restraints on trade.
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For Insertion Into Preamble of NPRM:
"Revision of Hydraulic Systems Airworthiness Standards to Harmonize with

European Airworthiness Standards for Transport Category Airplanes"

Regulatory Evaluation, Regulatory Flexibility Determination, and Trade Impact

Assessment

Changes to federal regulations must undergo several economic analyses. First,
Executive Order 12866 directs Federal agencies to promulgate new regulations
or modify existing regulations only if the potential benefits to society
outweigh the potential costs. Second, the Regulatory Flexibility Act of 1980
requires agencies to analyze the economic impact of regulatory changes on
small entities. Finally, the Office of Management and Budget directs agencies
to assess the effects of regulatory changes on international trade. 1In
conducting these assessments, the FAA has determined that this proposed rule:
1) would generate benefits exceeding its costs and is ndt "significant" as
defined in Executive Order 12866; 2) is not "significant" as defined in DOT's
Policies and Procedures; 3) would not have a significant impact on a
substantial number of small entities; and 4) would lessen restraints on
international trade. These analyses, available in the docket, are summarized

below.
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Regulatory Evaluation Summary

Costs _and Benefits

Manufacturers of part 25 small airplanes could experience additional costs
totalling approximately $50,000 per type certification resulting from
proposals 1 (design load factors) and 12 (system clearance check). For
manufacturers of part 25 large airplanes, the cost differential could range
from a $25,000 cost reduction (for one manufacturer, resulting from proposal
12) to a $100,000 - $200,000 cost increase (for another manufacturer,

resulting from proposal 4).

The proposed changes would increase harmonization and commonality between
American énd European airworthiness standards, thereby eliminating unnecessary
duplication of airworthiness‘requirements and reducing manufacturers'’
certification costs. One manufacturer of part 25 small airplanes estimated
such cost-savings could range between $30,000 and $90,000 per type
certification (pertaining to hydraulic systems only). Corresponding savings
for part 25 large airplane type certifications would be several times these
amounts. The cost savings from harmonization would easily exceed the
relatively low incremental costs of the rule. Potential safety enhancement
regulting from specification of minimum accepted standards would supplement
these benefits. Consequently, the FAA finds the proposed rule to be cost-

beneficial.



Proposal 1. These changes codify existing industry standards. As such,
they would not result in additional costs for most manufacturers. However,
one manufacturer of part 25 small airplanes estimated increased testing costs
of approximately $25,000 per type certification. Codification of the proposed

standards would ensure that current safety levels are retained.

Proposals 2, 3, and 9. There would be no additional costs associated

with these minor changes.

Proposal 4. Although some of the changes described are new requirements
in the FAR, most American manufacturers of large transport category airplanes
are already in compliance with the similar current European standards, which
had to be met in order to market airplanes in JAA member countries. The
modified testing and analysis regime is already in place. Initial first-time
costs have already been incurred; such costs have diminished in recent
certifications. Consequently, actual incremental costs would be negligible. .
One manufacturer, however, indicated that additional testing and analysis
costs, ranging between $100,000 and $200,000 per type certification, would be
incurred for the first one or two type certifications. Learning curve
efficiencies would likely reduce these costs thereafter. Manufacturers of
part 25 small airplanes, on the other hand, expect no or negligible additional
costs attributable to the new fatigue-related proposals. Codification of the
proposed standards would ensure that minimum acceptable fatigue requirements

are specified with potential for safety enhancement.



Proposals 5, 6, 7, 8, and 10. These changes codify existing industry

standards and would not result in additional certification/production costs.
Codification of the proposed standards would ensure that current safety levels

are retained.

Proposal 11. There would be no additional costs associated with these
revisions. The use of analysis in lieu of or supplemental to testing may

reduce certification costs in some cases.

Proposal 12. Most manufacturers of part 25 airplanes would not
experience additional costs associated with dynamic testing of hydraulic
systems. In fact, testing time and associated costs could be reduced to some
small extent since, unlike static testing, the proposed dynamic testing would
not entail disabling any system(s) or otherwise reconfiguring the airplane.
One manufacturer of part 25 large airplanes estimates potential savings of
gppfoximately $25,000 per type certification in this regard. However, a
manufacturer of part 25 small airplanes estimatés‘$25,000 in additional
testing, analysis, and report preparation costs per type certification
attributable to this proposal. The proposed requirements would at least
retain,.and potentially enhance, the current level of safety by identification

of additional dynamic interference problems,

Regulatory Flexibijlity Determination

The Regulatory Flexibility Act of 1980 (RFA) was enacted by Congress to ensure’

that small entities are not unnecessarily and disproportionately burdened by
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government regulations. The RFA requires a Regulatory Flexibility Analysis if
a proposed or final rule would have a significant economic impact, either
detrimental or beneficial, on a substantial number of small entities. FAA
Order 2100.14A, Regulatory Flexibility Criteria and Guidance, prescribes
standards for complying with RFA review requirements in FAA rulemaking
actions. The Order defines "small entities" in terms of size thresholds,
"significant economic impact" in terms of annualized cost threshold, and
"substantial number" as a number which is not less than eleven and which is
more than one-third of the small entities subject to the proposed or final

rule.

The proposed rule would affect manufacturers of transport category airplanes
produced under future new airplane type certifications. For manufacturers,
Order 2100.14A specifies a size threshold for classification as a small entity
as 75 or fewer employees. Since no part 25 airplane manufacturer has 75 or
fewer employees, the proposed rule would not have a significant economic

impact on a substantial number of small manufacturers.

International Trade Impact Assessment

The proposed rule would not constitute a barrier to international trade,
including the export of American airplanes to foreign countries and the impoft”
of foreign airplanes into the United States. 1Instead, the proposed changes to
the FAR would harmonize with corresponding existing or proposed standards in

the JAR, thereby lessening restraints on trade.
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DEPARTMENT OF TRANSPORTATION
Federal Aviation Administration

14 CFR Part 25

[Docket No. 28617; Notice 96-8)
RIN 2120-AF79

Revision of Hydraulic Systems
Airworthiness Standards To
Harmonize With European
Alrworthiness Standards for Transport

Category Airplanes

AGENCY: Federal Aviation
Administration (FAA), DOT.

ACTION: Notice of proposed rulemaking.

SUMMARY: This document proposes to
amend the airworthiness standards for
transport category airplanes to
harmonize hydraulic systems design
and test requirements with standards
proposed for the European Joint
Aviation Requirements (JAR). These
proposals were developed in
cooperation with the Joint Aviation
Authorities (JAA) of Europe and the
U.S. and European aviation industry
through the Aviation Rulemaking
Advisory Committee (ARAC). These
changes are intended to benefit the
public interest by standardizing certain
requirements, concepts, and procedures
contained in the airworthiness
standards without reducing, but
potentially enhancing, the current level
of safety.

DATES: Comments must be réceived on
or before October 1, 1996. .

- ADDRESSES: Comments on this notice
may be mailed in triplicate to: Federal
Aviation Administration, Office of the
Chief Counsel, Attention: Rules Docket
(AGC-200), Docket No. 28617, 800
Independence Avenue SW.,

. Washington, DC 20591; or delivered in

triplicate to: Room 915G, 800
Independence Avenue SW.,
Washington, DC 20591.

Comments delivered must be marked
Docket No. 28617. Comments may also
be sent electronically to the following
internet address:
ormpcmts@mail. hq faa.gov. Comments
may be examined in Room 915G . '
weekdays, except Federal holidays,
between 8:30 a.m. and 5:00 p.m. In
addition, the FAA is in maintaining an
information docket of comments in the
Transport Airplane Directorate (ANM-
100), Federal Aviation Administration,
Northwest Mountain Region, 1601 Lind
Avenue SW., Renton, WA 98055-4056.
Comments in the information docket

" may beé examined weekdays, except
Federal holidays, between 7:30 a.m. and
4:00 p.m.

——

FOR FURTHER INFORMATION CONTACT: = Federal Aviation Administration (FAA),
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process to harmonize the airworthiness
requirements of the United States and
the airworthiness requirements of
Europe, especislly in the areas othght
Test and Structures.

In 1992, the FAA harmonization cﬁort
was undertaken by the ARAC. A
working group of industry and
* government hydraulic systems

i of Europe and the United
States was chartered by notice in the
Federal Register (57 FR 58843,
December 12, 1892). The working group
'was tasked to develop a draft notice of
proposed rulemeaking (NPRM) and any
eollatanl documams. such as advisory

ol new or revised
raqu.iremenu for

the associated test conditions for
hydraulic , installed in
category drphnes (§ 25.1435). The JAA
is to develop a similar proposal to
amend JAR-25, a8 necessary, to achlave
harmonization.

The rulemaking proposal contained in
this notice is on a
recommendstion developed by the
Hydrautic Systems Harmonization
Working Group, and was presentsd to
the FAA by the ARACeas a
recommendation. -

The Aviation Rulemaking Advisory
Committee -

The ARAC was formally established
by the FAA on January 22, 1891 (56 FR
2190) to provide advice and
recommendations concerning the full
mnge of the FAA's safety-selated -

ncdwt{.'rhjs advice wis
uou.ghtto evelop better rules in less
overall time using fewer FAA resources
than are currently needed. The
committee provides the op A:omm.ity for
the FAA to obtain firsthand information
and insight from interested parties
mgard.ing pmpoaed newrulesor
revisions of existing rules.

There are 64 member organizations on
the committee, representing a wide
range of interests within the aviation
community m of the committee
are to the c, axcept as :
autborized by section 10(d) of the
Federal Advisory Committee Act.

The ARAC establishes working grou
to develop proposals to recommend top.
the FAA for resolving specific issues.
Tasks assigned to working groups are
published in the Federal Register.
Although working group moctings are
not generally open to the public, all
interested parties are invited to :
participate as working group members.
Working groups report directly to the
ARAC, and the ARAC must accept a
working groug’propoaal before that -
proposal can pruantod tothe FAA s

" NPA. 'I‘hoptopoudAC and the .
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an pressure o
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Advhorycwmxa‘ﬂlﬂ-”-i 13 redumdant) and edit some text to
been developed by the ARAC to snsure  avoid repetition. The term “Mmit - .
cnndmuppliaﬁmo!thnpmpond structural joad”, and & recommended
‘revised standards. ~ minimum time to hold would
lnvitodbynm:sd}u :bﬁ-:bd : l”ﬁmmml S%ﬁim‘”d' to
.slsewhere in this issue of the Federal - redesignate the current § 25.1435(a)(2)
Ragister. The JAA intend to publichan . as a new §25. l&.'o(l)(él).dnlctnthomd
Adyvisory Material Joint (AM]), also. . . “loads” from *, loads” (“loads
developed by the Harmonization . . . s redundant) and edit sume text to
orkingGmnp.towmpmythdr lvddnpdiﬂon.mum‘%himm

" structural load”’ end & minimum tims to

proposed AM] contain lnnmnind holdmvaﬂdhadhumodinAC.
wmbumu 235.1436~1. f’ﬂn FM tnadd
discussion pmponk 5 “Proposal F"P"'"
in this k- i";-msuaus(-m wwld ~
. 1.The FAA to ' contzin the cumrent
replace current § 25.2438( )wadd )u.ms(b)(z)m_—d li)ngnding‘
the existing requiremsnts of JAR - . *"Induced losds, transients, and
fwmr;dm - amm:g?m%
gonditions for elements of the " accounting for fluckatiag of repeated
system (gos 2 below regarding mdcwbdundmm
nlﬂmmsmz"““cuﬁ:: “ wy -mn‘;

. ) o
umudnmolnhty This would ~ vequirements, the FAA jotendsto .
b.pxmoww.&ch be il:idm mﬂ:;udmh e

seen
mmm:’m mn-twhhmﬂdpuw

mannhduiqlmﬂmﬁmtnm mhmﬂﬁnﬁg&-m



35058

Federal Register / Vol. 61, No. 129 / Wednesday, faly 3, 1996 / Proposed Rules

level of safety. The terms “fatigue”, and
“extema.lly induced loads” would be
discussed in AC 25.1435-1.
Proposal 5. The FAA proposes to add
a new § 25.1435(a)(5) that would .
contain the current requiremsents of
§ 25.1435(b)(2)(i) through (b){2)(v),
except those addressed under proposal
4 above, as well as
JAR 25.1435 (a)(5) and (a)(6)
requirements addressing excessive
vibration, abrasion, corrosion, - '
mechanical » and the ability to
withstand inertia loads. These
requirements would be consolidated
and simplified by stating that each
slement must be designed to perfonn as
intended under all environmental
conditions for which the airplane is
certificated. An acceptable means of
compliance would be included in AC
25.1435-1.
al 6. The FAA proposes to add
ified version of the existing JAR
25.1435(a)(2) as § 25.1435(a)(1),
requiring means to indicate appropriate
system parameters at a flight
crewmember station if (1) the system
performs a function n for
continued safe flight and landing, or (2)
in the event of hydraulic system
malfunction, corrective action by the
crew is required to ensure continued
safe flight and landing. The existing JAR
25.1435(a)(2) requires fluid quantity and
pressure indication under specified
circumstances; prior to Amendment 25—
72, § 25.2435 contained an identical
requirement. It was considered at the

time that this requirement is<covered by

§ 25.1309(c), which requires that
warning information must be provided
to alert the crew to unsafe system
operating conditions, and to enable
them to take appropriate corrective
action, and the § 25.1435 requirement
was therefore deleted. It is, however,
now recognized that there is value in
defining indication requirements for
hydraulic systems and implications of
their loss. The existing level of safety
would not be impacted since the FAA
roposing the adopt an existing
m ustry practice. The term
“alzgroprmte system parameters’’ wou.ld
iscussed in AC 25.1435-1. (Note:
see proposal 12 below with to
status of current § 25. 1435(b E

ng;ramems)
posal 7. The FAA propons to

replace the current § 25.1435(b)(2) by
adding a modified version of the current
JAR 25.1435 {(a}4) and (a)(7) to require
that each system have means to ensure
that system pressures remain within the
design capabilities of each element.
Prior to Amendment 25-~72, § 25.1435 -
contained a requirement that was
identical to the current JAR

of the current

nql‘:mcﬂuldor

lnmlevantput.dm"thmmustbon e

meanstoprevmthmhﬂorhmm
concentration of fiuid. *** **In"

moogniﬁonofthohdd-tnhohth -

prevention of such concenlratiosis is not

an achievable objective, the FAA - -

that the

*“‘means to mintmise the veleass of

harmﬁalerhnﬂmnw @

with this- -
wnld'lin
» Hielihood of

¢ ¢ ** Toshow
requirement, an
to show, both that

mquimnmt,bmnw-m:adn mmu:m)aqmmmu
both containing erbitrary pressure m:ﬂundhmnnbbhydrmhc
transient Kmits and unniscessary - A discussion
because the intent is covered under . of the teran hydraalic fluid”
. 525 1309. wap - L <xUHT _‘mldboindndedha\czslws-l
therefore delsted sa.uum 1 .Peoposal 10. The FAA
E::.l posed version delstes the ~ wdd a new §35.1435(b)(5), con mn.in'g
tsbmwouldnquinﬂ-tthsm hummhkﬁlwﬂdlmmnmum
be specifically addressed by - = - ﬂntﬂudrplmmnhm:n
SHHSﬁbXZ)bmmm the hydraulic fluid(s)
of the pressure and volwme related -
transients that are unique to |
m . - = .! - '
ndoptsd.An-::upuhh Tk -the compatible hydraulic fluid
mm;aamxz)-mn component’s name plate, the -
b.mdudodmAczs.ms-t i e aagy not be universal In arder
- Proposal 8. The FAA } tb’ldd Tominimizs use of
a new §25.1435(b)(3) would Mhm—h,minmy
- contsin a version of the - ““"? wyshem, {{ is neceseary to includs this
emungwtzs 1435(.)(5)nquimnnm Tmn(.Adhcunion of mixability
regarding the means to minimizs “of hydraulic fluids would be included
harmmlorhm:dmnmtnﬁmd JnAC25.1435-1. -
the hydraulic fluid-or vapars, ff -~ ..~ - Fropasal 11. Current § 25.1435(b)(2)
liberatedinnnylun,lmothmmd 'i.quimt:iut System
passenger ts during Right. . mplinoohy lndamlymwould
Prior to Ami t35—72.§15 1435 - into §§ 25.1435 (c), (c)(1)
oontalnedmidmﬁmlnqnirmm.n c)(Z),theliltnl environmental
was considered at tha time that factors {cirrent § 25.1435 (b)(2)(1)
§25.831(b) covers this: thm\gh(b)(z)(v)]would moved to .
underugunonlmﬂmtbe AC25.1435-1;and, text inthe ~ .
mﬂhﬂonni:mboﬁnofhanﬂm aforemantioned ssctions would be -
or harmful gases or va ‘However, ~ chrlﬂed.!nnddiﬁm.mlydlwuldbe
525831(b)tpedﬁu uwublolimiuh' permitted in place of or to supplement -
carbon manoxide and carbon dioxide, - - $ssting, where shown to be reliable and
but no other products. t couldbe * - . A @iscussion on endurance
construodthn!thaatwognmmtho - _and fatigue and simulated
only hazardous ucts, Section - jailures would be includad in AC ‘
25.1435 would t hmto _25.1435-1. .
ltnte tha =~ Proposal 12. Current § 25.1435(b)(1)

requirements for static testing of
@mhMmm:s‘m

operating pressure {without
deformation of any part of the

" that would prevent performance of

intended function) would be replaced

‘with a new §25.1435(c)(3) requirement
i ﬂnt “the eclnpletohyd:mh

caystem

at the
jdr 1.25 times the DOP if a

nlusuhnhdmmm mmnumam

discussion df the terms “harmful*end: '~ - available for extamination ta

25.14358-1, 1TSS sosaae
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Flexibility Determination, and Trade
Impact Assessment

Changes to federal regulnnom must
undergo several economic analyses

First, Executive Order 12866 d.trects
Federal agencies to promulgate nsw
regulations or modify existing
regulations only if the potential benefits
to society outwmﬂ the potential costs.
S:cond the tory Flead.l;i:ilty Act
- of 1980 requires agencies to yze the
economic impact of regulatory changes
on small entities. Finally, the Office of
Management and Budget directs
agencies to assess the effect of
regulatory changes on international
-trade. In conducting these assessments,
the FAA has determined that this
proposed rule: (1) Would generate
benefits exceeding its costs and is not
“significant” as defined in Executive
er 12866; (2) Is not “‘significant” as
defined in DOT's Policies and ,
Procedures; (3) would not havea
significant impact on a substantial
number of small entities; and (4) would
lessen restraints on international trade.
These analyses, available in the dockst,
are summarized below.

Although several revisions would be -
made to § 25.1435, only three of them
would impose additional costs (see
below—proposals 1, 4, and 12, with the
latter having potential cost savings for

~ some manufscturers). Mostof the -
changes codify current industry practice
or conform § 25.1435 to corresponding
sections of the JAR. Adoption of the

no.ddiﬂonnlm-odatodvmh
these minor

categary
compliance with the similar current
European standards, which had to be
met in order to market airplanes in JAA
member countries. The modified

and is already in place.
Initial first-time costs have already been
incurred; such costs have

analysis
$100,000 and $200,000 per type
certification, would be incurred for the
first one or two
curve sfficiencies would likely
reduce costs thersafter. - _ -
Manufacturers of small transpart - - -
utegorylhphnn.mtbothnhnd.
expect no additional costs . .
nnribtmbloto s new fut

mcodiﬁcluanfﬂummd

certifications.
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pressure settings and an acceptable gzmposod changes would increase standards would ensure that current
meens of compliance with onization and commonality safsty levels are retained.

§ 25.1435(c)(3) would be included in AC between American and European Proposal 11. There would be no
25.1435-1. airworthiness standards. Harmnmnnon sdditional costs associated with these

The FAA considers that the proposed  would eliminate unnscessary ~ revisions. The use of enalysis in lieu of
functional (i.e., dynamic) test more duplication of sirworthiness mnl to testing may reduce
closely approximates actual operating requirements, thus reducing costs in some cases.
conditions than the existing static test.  manufacturers’ certification costs. One ‘Proposal 12. Most manufacturers of
This is because for the static test, several manufacturer of part 25 large airplanes _part 25 airplanes would not ience
parts of the system and associated relief estimated such coum q::ﬁ _additional costs associated wi
valves (including return lines) may need botweansso,ooomdooo . dynamic testing of h systems. In
to be disabled to allow system mh”;:\u‘ fact, testing time and associated costs -
pressurization at 1.5 times the %dmu ‘conid be ssduced to some small extent
operating pressure because the relief -nnll mm since, unlike static testing, the proposed
valves are designed to open at 2 usao,om to $00,000 -dynamic would not entail
pmsunlowu'thmlsnmuthe Wﬂpc benefits . @isabling sny ) or otherwise
operating pressure. Although the mﬂ!::ﬁ&mupedﬁaﬁmdmhhnm * seconfiguring the sirplane. One
pro test pressure would be lower nlndndlmldﬂpplln-n - manufacturer of part 25 large airplanes
than 1.5 times the design o] th.gwu.- .. estimated savings between
pressure, all elements would still be - Propaal 1. #$100,000 and $200,000 per type

to be able to withstand t least ..m,,,  owtification n this regard (snother
1.5 times the design operating pressure mm&wmmmmm estimated such savings at only $25,000)
per current § 25.1435(e)(2) (propond for most manufacturers, However,cne ~ Howsever, a manufacturer of part 25
- §25.1435(a)(3)), at least rctnining and manufacturer of small w category small transport

D aaety by identifionion of sdditional  eomerore "“’““"‘mmm"“’"““,, Smalysis, s eport preperation costs
of safety by identification o! i costs of 000 on costs _
dynamic interference problems. e 125 P f!P’ per type ?:.ﬂaﬁm attributable to this
Regulatory Evaluation Sammary mmmpo.::ﬁtymm‘;?mmﬁmmd M ‘would at leest retain, and potunthllgy
Regulatory Evaluation, Regulatory _Proposals 2, 3, and 9. There would be - ®0bance, the current level of safety by -

harmontzation cost would .

-sxceed the additional costs of

‘lh FAA rule,
ﬂ.lilO. bwwmh both

proposals. Codification of the proposed . small end Jarge transport
snhancement. -~ e, ; mwrwmymmm
hopooab&t.f.&dﬂ'&. ~ {RFA) was enacted by Congress to -
eo:iiy ndmln ;3'_ mﬂm—llaﬂﬁ-mw
sdditional certification/production 2 J bygovm-n
e mwAmlW -
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Flexibility Analysis if a rule would have
a significant economic impact, either
detrimental or beneficial, on a
substantial number of small entities.
FAA Order 2100.14A, Regulatory
Flexibility Criteria and Guidance,
prescribes standards for complying with
RFA review requirements in FAA
rulemaking actions. The order defines
“small entities” in terms of size
thresholds, “significant economic
impact” in terms of annuslized cost -
threshold, and “'substantial number” as
a number which is not less than eleven
and which is more than one-third of the
small entities subject to the proposed or
final rule.

The proposed rule would affect
manufacturers of transport category
airplanes produced under future new
airplane type certifications. For
manufacturers, Order 2100.14A
:mﬁes a size threshold for

ification as a small entity as 75 or
fewer employees. Since no transport
category airplane manufacturer has 75
or fewer employees, the proposed rule
would not have a significant economic
impact on a substantial number of small
manufacturers.

International Trade Impact A.e-mt

The proposed rule would not
constitute a barrier to international
trade, including the export of American
airplanes to foreign countries, and the
import of foreign airplanes into the
United States. Instead, the proposed
changes to the FAR would in.rm
with corresponding existing or proposed.
standards in the JAR, thereby lessening -
restraints on trade.

Federalism Implications

The amended regulations proposed in
this rulemaking would not have
substantial direct effects on the States,
on the relationship between the national
government and the States, or on the
distribution of power and
responsibilities among the various .
levels of government. Therefore, in
accordance with Executive Order 12612,
it is determined that this p
would not have sufficient mﬂm
implications to warrant prepning a
Federalism Assessment.

International Compatibility

In keeping with U.S. obligations
under the Convention on International

Civil Aviation, it is FAA policyto  _

comply with International Givil
Aviation Organization (ICAQ) standards
and recommended practices to the
maximum extent practicable. The FAA
has determined that this rule does not
conflict with any international
agreement of the United States.

" Paperwork Reduction Act .. - e < Proot U
In accordance with the Paperwork . 1 GDOP) | (xDOP)
‘Reduction Act of 1980 (Pub. L. 96-511), 1. Tubes & 5 a0
there are no requirements for .- iMnmﬂn . 4.
informaﬂonm%hcﬁmsod&udwnh . ons: 5 D .
th.upropooodmh. em I-Uam()o.g. '3.0 “
Conclusion - - - mnpu”'.'“'.”"".;““ -
Bocmnthep dnngn *_TOQOIVONS) e | 15 3.0
standardize hydraulic S.Hn-n'- {1 20 40
tost nents of part 25 are not 4'Alotherdlements ...} -~ 15 20
to result in substantial - - -

economic cost, the FAA has determtired - _-(2) Withstand, without deformation
that this would not - that would t it from
be significant under sOrder B8 function, the
12866. Because this is an jssue which - ~ Spemting in combination with
Jras not prompted a grent diel of Hmitﬁmhndh_nds&nmyb
concom.thnl-‘AAhn that - '
this action is not significant under DOT 3) Withstand, without fupture, the
Regulatory Policies and Procedures (44 dd@npouﬁnsmmulﬂphedby
FR 11034, February 25,1979). ln -~ « factor of 1.8 in combination with
addition since there are no small v*z;_i ultimate structural load that can
entities affected by this propased -seasanably occur simultaneously;
rulemaking, the FAA vartifies. un under the (€ Withstard the fatigue offects of al
criterie of the Regulal Act. cyclic pressures, including transients,
thatthhmle,if wﬂlnot and associated extemnally induced loads,
a significant economic impux. poddve taking into account the consequences of

or negative, an a substantial numberof ~ olement failure; and

evaluation ;'li the proposal, mcludlnga mlanomh IIME nonnl
Regulatory Flexibility Detarmination -
lnd'l‘ndethh:pacthmlyds hnb.;-. : .’“Li}'WdQIgn Elchhydrmlic A
placed in the docket. A copy may 1) Mave maans located at a Bightcrew
obtained by conta the -
identif odbtymdar ’%m  station to indicate appropriate system
INFORMATION CONTACT. B o ‘afu.ncﬁonmryfor
List of Subjects in 14 CFRParf25 ' conﬂnm)lm.nfe.gitghft;;dm l_andmsmm
Aircraft, Aviation safety, Reparting . mnlfundiun."eoﬁe?:ﬁve action by the
lndlacmrlluupingnquim o mwtomennﬁnmduinﬂigbtmd
The Proposed Amendments = = = lu(:) is necessary; et
Aeeoxdtngly.thn?ederal.\mﬁon , - {2) Have meens to ensare -ymm
Administretion pmsuna including transient
CFR part 25 as follows: Atouncnd . from fluid volumetric
U o dnnguinelemontsthtmﬂkelyto
PART 25—AIRWORTHINESS - Temain closed long for such
STANDARDS—TRANSPORT = . to occur, are within the design
CATEGORY MRPI.ANES e g.ypabiliﬂe:h:f each olunmtgaﬂihedthat
' meet the requirements in
1. Thamthmityﬁlﬁonlmpntzs ’ -
continues to read as follows: S 52(5”1];2:(:)(1)%&; .
AM;-(OU.S.C.!OI(;] loua “M - salease of harmful of hazardous
44702, 44704. -~ mncunmﬂou& ofhydnnncﬂmdor
2. Secﬁon,zsuasunvmdmmd_ vapots into the crew and Wﬂ
uiollm e AT T mrlmduﬂng o .
§28.1438 mm -l el § 25,888, zsnas.uuas.und
() Blement design. Bach element of - - ~3B.Mihhmﬂbh;dnnﬂcﬂuld
thehyduuhcqstmmmthcdadgﬁ fsused;end .-
EERT ﬂ)&thdmsdtomnylniubh
(I)Withmdmm - hiydraulic fluid by the sirplane
withonthkau;uunm;- = ",, W it mhidmﬁﬁ;:
deformation prevents it R 7 qppmpm n.ﬂi.pgpqu' ired
mmwma BZBABAL. G ST il adon s
theﬂﬁmtopuomnwithmtmpum. Ty Tmromm@pum
The proof and ultimate res are “°. -with §35.1435 and support complisnce
defined in terms of thie opeudng “with § 23:2300, tests toust be conducted

pressure {DOP) as follows: e mth.hydnuhcm {s), ant/or
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subsystem(s) and elements, except that  performances, ﬂigu-.d m We e syetdn reflial prtssure 1.25 times the

analysis may be used in place of or to tests repreaantat:ve ofg@lmgmpnd DOP ifa cptmprusun relief device

supplement testing, where the analysis ﬂx?ht : p ‘— is not purt sfthe m deaign.

is shown to be reliable and appropriate. 2) canpluchhm mustbe ﬁm hydraulic system

All internal and external influences - tested to determe W“"’ and other systems ok structural

must be taken into account to an extent.. performance and relation to the other "' eleGents rinust remain adsquate ard

necessary to evaluate their effects, and ~ systems, mdndtnglimulnlondf“' o ﬂnnm\uthnoduﬂmalcﬁem

to assure reliable system and element relevant failure conditions, and to -7~ <

functioning and integration. Failure or m& or validate elament dosign.

unacceptable debﬁeciency ofan %ﬁm : Dot 2 T U

or system must be corrected an: must funcﬁoulllyﬁ tested on T

sufficiently retested, where necessary. airplane f normal ' evu'ﬂu_' . mmmm&m
(1) The system(s), subsystem(s), or :

element(s) must be subjected to
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