Task Assignment



58842

Federal Register— Vol. 57, No. 239 / Friday, December 1x-1992 / Notices

Aviation Rulemaking Advisory
Committee; Transport Airplane and
Engine Subb)committee; Direct View
Harmonlzation Working Group

AGENCY: Federal Aviation
Administration (FAA), DOT.

ACTION: Notice of establishment of direct
view harmonization working group.

SUMMARY: Notice is given of the
establishment of the Direct View
Harmonization Working 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 Rulemeking Advisory
Committee.
FOR FURTHER INFORMATION CONTACT:
Mr. William J. (Joe) Sullivan, Executive
Director, Transport Airplane and Engine
Subcommittee, Aircraft Certification
Service (AIR-3), 800 Independence
Avenus, SW.,, Washington, DC 20591,
Telephone: (202) 267-9554; FAX: (202)
267-5364.
SUPPLEMENTARY INFORMATION: The-
Federsl Aviaticn Administration (FAA)
established an Aviation Rulemeking
Advisory Committee (56 FR 2190,
January 22, 1991) which held its first
meeting on May 23, 1991 (56 FR 20492,
May 3, 1991). The Transport Airplane
and Engine Subcommittee was
established at the meeting to provide
advice and recommendations to the
Director, Aircraft Certification Service,
FAA, ﬁsarding the airworthiness
stand for transport airplanes,
engines and propellers in parts 25, 33
and 35 of the Federal Aviation
Regulstions (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
Rulemaking Advisory Committee
structure an ongoing objective to
“harmonize” the Joint Aviation
Requirements (JAR) and the Federal
Aviation Regulations (FAR). Coincident

with tl;gt m&?nmt. the FhA: 4
assigned to rt Airplane an
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
harmonization 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 Direct View
Harmonization Working Group.

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

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

Cabin Attendant Direct View: Review

_ the proposed guidance material

contained in draft Advisory Circular
25.785 for finding compliance with the
cabin attendant’s direct view
requirements of FAR 25.785 and make
recommendations for new or revised-
guidance (FAR 25.785; AC 35.785).

Reports:

A.ﬁcommend time line(s) for
completion of each 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 change to Advisory Circular
25.783 aiu‘ov'iding appropriate guidance
material. , :

D. Give a status report on each task at
each meeting of the Subcommittee.

The Direct View Harmonization
Working Group will be comprised of
experts from those organizations having
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 e ise 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 e

rtise he or she would bring

to the Working Group. The request will

. be reviewed with the Subcommittee and

Working Group Chairs and the
individuals 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 Direct
View Harmonization 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,
1092, . i
William }. Sullivan,
Executive Director, Transport Airplane and

Engine Subcommittes, Aviation Rulemaking
Adgv,ismy Comumittes.

[FR Doc. 92-30115 Filed 12-10-92; 8:45 am)
BILLING CODE 4010-13-M ‘
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Gerald R. Mack Boeing Commercial Airplane Group
Director P.O. Box 3707, #MS 67-UM
Airplane Certification Seattle, WA 98124-2207

May 16, 1996
B-T000-ARAC-96-004

'; ////
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

Fax: (202) 267-5364

Dear Mr. Broderick:

On behalf of the Aviation Rulemaking Advisory Committee, | am pleased
to submit the proposed Advisory Circular 25-785. This document was
developed by the Cabin Direct View Harmonization Working Group
chaired by Dean Klippert.

The language on Direct View proposed by the working group was
accepted by a nine (9) to five (5) vote to be forwarded to the FAA with a
recommendation for adoption. An additional motion was made and
accepted on a five (5) to two (2) vote with three (3) abstentions that the
dissenting votes be noted and that this group further recommends that
this proposal be applicable to new type certificate airplanes only.

The members of ARAC appreciate the opportunity to participate in the
FAA rulemaking process.

Sincerely,

Gerald R. Mack

Chairman,

Transportation Airplane & Engine Issues Group
Aviation Rulemaking Advisory Committee

Tele: (206) 234-9570, FAX: (206) 237-4838

Enclosure
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800 Independence Ave.. S.W.
Us Department Washington, D.C. 20591
of Transportafion

Federal Aviation
Administration

JUL 1 8 1996

Mr. Gerald R. Mack

Aviation Rulemaking Advisory Comittee
Boeing Commercial Airplane Group
P.O. Box 3707

Seattle, WA 98124-2207

Dear Mr. Mack:

Thank you for your May 16 letter forwarding the Aviation Rulemaking Advisory
Committee’s (ARAC) recommendation in the form of proposed changes to Advisory
Circular 25-785 concerning the issue of flight attendant direct view.

I would like to thank the aviation community for its commitment to ARAC and its
expenditure of resources to develop the recommendation. We in the Federal Aviation
Administration (FAA) pledge to process the document expeditiously as a high-priority
action.

Again, let me thank the ARAC and, in particular, the Cabin Direct View Harmonization
Working Group for its dedicated efforts in completing the task assigned by the FAA.

Sincerely,

Barry L. V§entinf\%9“>(

Acting Associate Administrator
for Regulation and Certification



800 Independence Ave.. S.W.

US Department Washington. D.C. 20581
of Transportation

Federal Aviation
Administration

| 4

Mr. Gerald R. Mack

Aviation Rulemaking Advisory Committee
Boeing Commercial Airplane Group

P.O. Box 3707

Seattle, WA 98124-2207

Dear Mr. Mack:

Mr. Anthony J. Broderick has asked me to respond to a September 26, 1994, letter he
received from Mr. Dean Klippert, Chairman of the Direct View Harmonization Working
Group (DVHWG) of the Aviation Rulemaking Advisory Committee (ARAC). A copy
of the letter is enclosed. The working group was tasked to recommend new or revised
guidance material for finding compliance with the cabin attendant's direct view
requirements of Section 25.785 of the Federal Aviation Regulations. Mr. Klippert states
that the DVHWG will not be able to come to technical agreement unless the Federal
Aviation Administration (FAA) is willing to agree that any criteria the working group
proposes would only be applicable to new type design certification aircraft.

As you know, the FAA assigns tasks to ARAC in an effort to obtain recommendations
from those who will be impacted by, or otherwise interested in, FAA decisions. In this
instance, rather than take action on our own, we are hoping for some recommendation
from ARAC with regard to the cabin attendant direct view requirements. The task
assigned to ARAC is one of providing an acceptable means of compliance to a rule,
through guidance contained in an advisory circular (AC).

An AC contains one means, not the only means, of showing compliance with a
regulation. Issuance of an AC can not require reevaluation of a previous finding of
compliance with respect to an existing regulation. Similarly, an AC cannot negate a
previous finding of compliance. If the FAA determines a previous finding to be
erroneous and a unsafe condition exists, that determination would be based on a safety
justification and would result in issuance of an airworthiness directive. On the other
hand, if the agency determines the level of safety needs to be improved beyond the
current standard, rulemaking action would be required. Neither is the case in our
decision to assign the direct view requirements task to ARAC.



I understand the concern of the DVHWG and appreciate the fact that Mr. Klippert
advised us of the apparent impasse. Nonetheless, it is important that the working group
make its recommendation to ARAC so it can receive the full attention of all members
interested in Transport Airplane and Engine issues. If the members want to address
specific parameters in the recommendation to the FAA, those parameters should be
clearly shown and justified. I would ask that you convey this information to

Mr. Klippert.

If I can be of further assistance, please let me know.

Sincere]y, '»
£

.-’/ ,; i/ . i ‘,ﬂ'

A o

2] i

Chris A. Christie

Executive Director, Aviation Rulemaking
Advisory Committee

Enclosure
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September 26,

Mr. Anthony J. Broderick

Director, Aircraft Certification Service
Federal Aviation Administration, AVR-1
800 Independence Avenue, SW

Washington, D.C. 20591

ARAC Cabin Direct View Harmonization Working Group

BACKGROUND:

1994

Our HWG has been working to develop guidance material for
demonstrating compliance with the direct view requirements of
FAR 25.785.

The intent is to have guidance material which is harmonized
between the FAA and JAA and has technical agreement among the
HWG members which represent various industry and interest
groups.

In order to provide a foundation for developing the revised
Advisory Circular criteria and not to inhibit our thinking by
considering existing interior configurations the HWG stated
that the criteria would be applicable to new "Type Design
Certification Aircraft" only.

Based on this assumption we have developed the referenced
criteria and are working to achieve technical agreement among
the HWG members.

CONCERN:

One of the major issues that is impeding the technical
agreement is the latent concern that these revised criteria
will be applied retroactively to in service aircraft or to
future delivered aircraft types which have been certified to
other direct view criteria as previously negotiated with the
FAA.

This concern is due to the fact that many of these existing
aircraft interiors would have to be reconfigured and/or special
design considerations made in order to meet the proposed
criteria.

Many HWG members are unwilling to provide technical agreement
without an agreed to position with the FAA on this
applicability issue.
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DISCUSSION:

The cabin direct view compliance criteria which have been
developed by the HWG are not considered to provide any
improved level of safety over the existing 50-80% criteria,
or other criteria that have been utilized on prior
certification programs. Rather, the criteria are considered
to be an alternate method of evaluating compliance to the
cabin direct view requirements which results in an
equivalent level of safety as well as harmonizing the FAA
and JAA differences which existed previously.

RECOMMENDATTION :

Based on the foregoing information regarding equivalent
levels of safety, there should be no advantage/benefit to
imposing these new criteria to any existing certification
programs. Therefore the HWG is recommending that these
revised criteria only become applicable to new "Type
Certificated" aircraft in order to support the assumptions
under which they were developed.

CONCIUSION:

In order to facilitate the HWG's efforts to reach technical
agreement on this subject we are requesting FAA's .
concurrence with the applicability recommendations stated
above. We need this at the earliest opportunity. Our next

HWG meeting on this subject will be October 26 and 27, 1994

at the FAA Technical Center in Atlantic City.

As Chairman of the Working Group it is clear to me that
without such an agreement there is absolutely no chance that
the present draft of the Advisory Circular material will
obtain consensus support from the Working Group.

Thank your for your consideration.

Sincerely,

A&m«- P/;é'e ﬁ

Mr. Dean Klippert
Chairman
Cabin Direct View Harmonization Working Group

(Doc.DK94#1)
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UuS.Deccriment

of Transporiaton q- 3-45 CirCUIGr

Federal Aviation
Administration

Subject: DYNAMIC EVALUATION OF SEAT  Date: AC No:25.562-1
RESTRAINT SYSTEMS & OCCUPANT Initiated by: ANM-110  Change:
PROTECTION ON TRANSPORT AIRPLANES

1.. PURPQSE. This advisory circular (AC) provides information and guidance
regarding acceptable, but not the only, means of compliance with Part 25 of the
Federal Aviation Regulations (FAR) applicable to dynamic testing of seats intended for
use in transport category airplanes. The AC provides background and discussion of
the reasoning behind the test procedures. It also describes the test facilities and
equipment necessary to conduct the tests. Terms used in this AC, such as "shall" and
"must"” are used only in the sense of ensuring applicability of this particular method of
compliance. when the acceptable method of compliance described herein is used.
While these guidelines are not mandatory, they are derived from extensive FAA and
industry experience in determining compliance with the pertinent FAR. This advisory
circular does not change, create any additional, authorize changes in, or permit
deviations from, regulatory requirements.

2. RELATED REGULATIONS. Sections 25.562, 25.785,‘ 25.787, and 25.789 of
Part 25 of the Federal Aviation Regulations. T——
3. DIS ION.

a. Intent of Tests. The intent of the tests is to evaluate airpiane seats,
restraints, and related interior systems in order to demonstrate the structural strength
and the ability of those systems to protect an occupant from injuries in a crash
environment. For example, occupant injury potential, which is influenced, by head
strike envelopes and seat pitch, should be assessed. This assessment will be
essentially qualitative.

b. Standardized Test Procedures - Reason and Practicalities. The tests

described are standardized procedures that are generally to be regarded as the
minimum necessary to demonstrate compliance. Such standardized procedures
ensure that, to the maximum extent possible, consistent results are achieved between
different test facilities. These facilities may be of varying types, as described in
paragraph 6. They will often not be under the direct control of the designer or
manufacturer of the article under test, and they may be primarily dedicated to testing
not related to the aerospace industry. For this reason many of the procedures and
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evaluations described are already accepted as standards by govemment and
commercial test facilities and have been modified only as necessary for the specific
testing of civil airplane systems.

c. tandardized Test Procedures - Relationship to Design
stated above, the tests are, of necessity, standardized. The most obvious examples
are the one size and weight representation of the occupant and the two discrete
directions specified for the test impact. This philosophy is no different than that applied
to static testing but, in the dynamic case, results in a much more complex consideration
of the design factors involved in ensuring that the testing performed is adequate to
demonstrate compliance with the applicable regulations.

(1) Occupant sizg. The dynamic tests are performed with an
anthropomorphic test device (ATD) approximately representing the 50th per&:entile
male occupant. Although the basic structural capability of the seat/restraint system is
not directly demonstrated for other size occupants, aspects such as energy absorbing
systems, restraint system loads and anchorage locations, and seat adjustments are
typical design factors which are directly influenced by occupant size.

(2) Test Conditions. Only the two minimum impact tests are described
in the dynamic test procedures discussed in this AC. These procedures therefore
address the tests required to demonstrate compliance for one seat and restraint system
installation. A typical use of a seat model on a particular aircraft will involve variations
of seat design and installation. Additional tests may be necessary to demonstrate
compliance for these variations if analysis is not adequate. An example is the lateral
component of the test where it is necessary to consider the effect of loads from either

side.

(3) Eloor Q‘ eformation. The test procedure requires that for structural
evaluation the floor should be deformed. The seat and restraint system should aiso
perform properly if the floor remains undeformed.

(4) Head Impact. Occupant head impact with the interior of the
airplane, should it occur, is evaluated by using a Head Injury Criterion (HIC) that can be
measured directly in the tests described in this AC, or in alternative tests of the interior.
The HIC is measured on the most critical surface within the £10 degrees yaw envelope
(measurement of the HIC does not supersede the requirements of § 25.785). The HIC
does not consider injuries that can occur at low impact velocities from contact with
surfaces having small contact areas or sharp edges, especially if those surfaces are
relatively rigid.

(5) Eemur Injury. Extensive seat testing has shown that the femur
loading criterion is not exceeded. For this reason, the femur loads need not be
recorded in the individual test if compliance can be shown by rational comparative
analysis using data from previous tests.
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NOTE: There may be several other aspects of the standardized test procedure that
need to be considered when determining the test program required to demonstrate
compliance or interpret the test results. The extent of the test program will depend on
the most critical case determination and its applicability to other configurations.

Further information on this aspect of testing is provided in paragraph 4b. :

4, TEST CONDITIONS.

a. General. A minimum of two dynamic tests are requnred to assess the
performance of an airplane seat, restraints, and related interior system. The seat, the
restraint, and the nearby interior are all considered to act together as a system to
provide protection to the occupant during a crash. For side-facing seats, there may be
additional criteria necessary to determine that these seats provide the same level of
safety as is intended by the regulation. (See paragraph 9d for additional
considerations regarding side- facing seats.)

(1) Test 1 (Figure 1), as a single row seat test, determines the
performance of the system in a test condition where the predominant impact force
component is along the spinal column of the occupant, in-combination with a forward
impact force component. This test evaluates the structural adequacy of the seat,
critical pelvic/lumbar column forces, and permanent deformation of the structure under
downward and forward combined impact loading, and may yield data on ATD head
displacement, velocity, and acceleration time histories.

(2) Test 2 (Figure 1), as a single row seat test, determines the
performance of a system in a test condition where the predominant impact force
component is along the longitudinal axis of the airplane and is combined with a lateral
impact force component.” This test evaluates the structural adequacy of the seat,
permanent deformation of the structure, and the pelvic restraint and upper torso
restraint (if applicable) behavior and loads, and may yield data on ATD head
displacement, velocity, and acceleration time histories, and the seat leg loads imposed
on the seat tracks or attachment fittings.

This test requires simulating airplane floor deformation by deforming the test fixture, as
respectively prescribed in Figures 1 and 2 for single occupant and mulitiple occupant
seats, prior to applying the dynamic impact conditions. The purpose of providing floor
deformation for the test is to demonstrate that the seat/restraint system will remain
attached to the airframe and perform properly, even though the airplane and/or seat are
deformed by the forces associated with a crash.

(3) For seats placed in repetitive rows, an additional test condition, using
two seats in tandem placed at representative fore and aft distance between the seats
(seat pitch), similar to Test 2 with or without the floor deformation directly evaluates
head and femur injury criteria (the floor deformation is required if the test aiso
demonstrates structural performance). These injury criteria are dependent on seat
pitch, seat occupancy, and the effect of hard structures within the path of head

3
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excursions in the 10 degrees yaw attitude range of the Test 2 conditions. The test _
procedure using the appropriate data obtained from Test 2, as described in paragraph
12d, may be an alternative to multiple row testing.

NOTE: It may be possible to evaluate the HIC using alternative tests. Specific
methodologies will require acceptance for certification.

' T . TEST 2
Illustraticn shows a TEST | £ES
forward-facing seat

Yaw right cr lai:
Inercial load /
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Figure 1. Type A Seat/Restraint System Dynarﬁic Tests
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b. Consideration of test criteria. The tests should be planned to achieve
"most critical” conditions for the criteria that make up each test.

(1) For multiple place seats, a rational structural analysis shall be
used to determine the number and seat location for the ATDs and the direction for seat
yaw in Test 2 to provide the most critical seat structural test. This will usually resuit in
unequally loaded seat legs. The floor deformation procedure shall be selected to
increase the load on the highest loaded seat leg and to load the floor track or fitting in
the most severe manner.

(2)  If multiple-row testing is used to gather data to assess head and
femur injury protection in passenger seats, the seat pitch shall be selected so that the
head would be most likely to contact hard structure in the forward seat row. The effect
of the 10 degree yaw in Test 2, the seat back breakover, and front seat occupancy
shall be considered. Resuits from previous tests or rational analysis may be used to
estimate the head strike path of similar seats in similar installations. Tha front row may
be unoccupied.

(3) - If non-symmetrical upper torso restraints (such as single diagonal
shoulder belts) are used in a system, they shall be installed on the test fixture in a
position representative of that in the airplane and which would most likely allow the
ATD to move out of the restraint. For example, in a forward-facing crew seat equipped
with a single diagonal shoulder belt, the seat should be yawed in Test 2 in a direction
such that the belt passes over the trailing shoulder.

(4) If a seat has vertical or horizontal adjustments, it shall be tested in
the position that produces the most critical loads on the seat structure (typically the
highest vertical position). Positions prohibited for takeoff and landing need not be
considered. Seat adjustments that do not have a significant effect on structural loading
(e.g., thxgh support angle, lumbar support, armrest and headrest positions) shail be
tested in the design positions for the 50th-percentile male occupant, unless special
requirements dictate the positions allowed for takeoff and landing.

5. TJEST ARTICLES.

a. _  General. In all cases, the test article must be representative of the final
production article in all structural elements, and shall inciude the seat cushions,
restraints, and armrests. It must also include a functioning position adjustment
mechanism and correctly adjusted breakover (if present). Food trays or any other
service or accouterment that are part of the seat design must be representative of the
final production item if they influence seat stiffness or head impact. Otherwise they and
any other-items of mass that ‘are carried on or positioned by the seat structure e.g.,
‘weights simulating luggage carried by luggage restraint bars {90 N (20 Ib) per
passenger place], fire extinguishers, survival equipment, emergency equipment etc.

5
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need only be representative masses. If these items of mass are placed in a position
that could limit the function of an energy-absorbing feature in the test articie, they
should be of representative shape and stiffness, as well as weight. In addition, items of
mass of any significance could become both an evacuation hazard, as well as
dangerous projectiles. Nonetheless, detachment of certain items, such as an in-arm
ashtray or decorative trim, can be considered inconsequential and should not be
grounds for re-test (the means of restraint should be improved, however). In any case,
the separation of an item of mass should not leave any sharp or injurious edges.
Function of equipment or systems after the test is not required. Once an item of mass
has been demonstrated to be retained in its critical loading case, subsequent tests may
be conducted with the item secured for test purposes. This AC does not establish
operational requirements for equipment attached to the seat system.

b. Selection of test articles. Many designs comprise a family of seats that
have the same basic structural design but differ in detail. For example, a basic seat

frame configuration can allow for several different seat leg locations to permit
installation in different airplanes. If these differences are of a nature that their effect
can be determined by rational analysis, then the analysis can determine the most
critical configuration. As a minimum, the most highly stressed configuration shall be
selected for the dynamic tests so that the other configurations could be accepted by
compatison with that configuration. For Test 2, there are two factors that need to be
considered in selecting the critical structural test configurations. First, the seat to
airplane interface loads (undeformed seat) can be determined by rational analysis for
all seat design and load configurations. The rational analysis can be based on static or
dynamic seat/occupant analytical methods. That rational analysis can form the basis
for selecting the most highly stressed critical configuration based on load. Additionally,
the effects of seat deformation should also be considered.  As noted, a family of seats
typically includes seat models with varied seat leg locations. The effects of floor
deformation are more critical for narrow spaced seat legs. Thus, a test or rational -
analysis of the seat model with the minimum seat leg spacing needs to be conducted to
evaluate the most highly stressed critical configuration based on deformation.

The following additional items shall be considered in choosing test articles and the
manner of loading:

(1) If a multiple-place seat incorporates energy-absorbing or load-
limiting features that are necessary to meet the test criteria or other requirements, a
partially occupied seat may adversely affect the performance of that seat. in such a
case it shall be shown, by rational analysis or additional testing, that the seat will
continue to perform as intended, even with fewer occupants.

(2) If different configurations of the same basic design incorporate
load-carrying members, especially joints or fasteners, that differ in defail design, the
performance of each detail design should be demonstrated in a dynamic test
Experience has shown that small details in the design often cause problems in meeting
the test performance criteria. '
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(3) Additional dynamic impact testing may be required for a seat with
features that could affect its performance, even though the test may not be the most
critical case based on structural performance. For example, if in one of the design
configurations the restraint system attachment points are located so that the peivic
restraint is more likely to slip above the ATD's pelvis during the impact, that
configuration shouid also be dynamically tested, even though the structural loading
might be less than the critical configuration in a family of seats.

(4) Typical dress cover materials, including synthetic and natural fabrics, and
leather, can be used on a seat without testing more than one material, or substituted on
an already certificated seat. Evaluation of such materials has shown the effect on test
results is small, particularly considering other factors such as occupant clothing. It is
possible that some unusual seat surfaces such as hard plastics, which exhibit very low
friction coefficients, may,require some additional substantiation.

6. TEST FACILITIES.

a. General. There are a number of test facilities that can be used to
accomplish dynamic testing. These can be grouped into categories based on the
method used to generate the impact puise (i.e., accelerators, decelerators, or impact
with rebound), and whether the facility is a horizontal (sled) design or a vertical
(droptower) arrangement. Each of the designs has characteristics that have
advantages or disadvantages with regard to the dynamic tests discussed in this AC.
One concemn is the rapid sequence of acceleration and deceleration that must take
place in the tests. In an airplane crash, the acceleration phase is always gradual, and
usually well separated in time from the deceleration (crash) phase. In a test, the
deceleration always closely follows the acceleration. When assessing the utility of a
facility for the specific test procedures outlined in the recommendations, it is necessary -
to understand the possible consequences of this rapid sequence of acceleration and
deceleration.

b. Deceleration sled facilities. In an airplane crash, the impact takes place
as a deceleration, so loads are applied more naturally in test facilities that create the
test impact pulse as a deceleration. Since it is simpler to design test facilities to extract
energy in a controlled manner than to impart energy in a controlled manner, several
different deceleration sled facilities can be found\ The deceleration sled facility at the
Federal Aviation Administration's Civil Aeromedical Institute (CAMI) was used in
developing the test procedures discussed in this AC. The acceleration phase of the
test, where sufficient velocity for the test impact pulse is acquired, can distort the test
results if the acceleration is so high that the test articles or ATDs are moved from their
intended pre-test position. This inability to control the initial conditions of the test
would directly affect the test results. This can be avoided by using a lower acceleration
for a relatively long duration and by providing a coast phase (in which the acceleration
or dece'eration is almost zero) prior to the impact, This allows any dynamic oscillation
in the test articles or the ATD, which might be cau$ed by the acceleration, to decay. To

7
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guard against errors in data caused by pre-impact accelerations, data from the
electronic test measurements (accelerations, loads) should be reviewed for the time
period just before the test impact pulse to make sure all measurements are at the
baseline (zero) level. Photometric film taken of the test should also be reviewed to
make certain that the ATDs used in the test and the test articles were all in their proper
position prior te the test impact pulse.

The horizontal test facility readily accommodates forward-facing seats in both tests
discussed in this AC, but problems can exist in positioning the test ATDs in Test 1 if the
seat is a rearward-facing or side- facing seat. In these cases, the ATDs tend to fail out
of the seat due to the force of gravity and must be restrained in place using break-away
tape, cords, or strings. Since each installation will present its own problems, there is
no simple, generally applicable, guidance which can be given for doing this. Attention
should be given to positioning the ATD against the seat back, and to proper positioning
of the ATD's arms and legs. It will probably be necessary to build special supports for
the break-away restraint so that they will not interfere with the function of the seat and
restraint system during the test. Film taken of the test should be reviewed to make sure
that the break-away restraint did break (or become slack) in a manner that did not
influence the motion of the ATD or the test articles during the test.

c. Acceleration sled facilities. Acceleration sled facilities, usually based on
the HYdraulically controlled Gas Energized (HYGE) accelerator device, provide the
impact test pulse as a controlled acceleration at the beginning of the test. The test item
and the ATDs are installed facing in the opposite direction from the velocity vector,
(opposite from the direction used on a deceleration facility) to account for the change in
direction of the impact. There shouild be no problem with the ATD or the test items
being out of position due to pre-impact sled acceleration, since there is no sled
movement prior to the impact test pulse. After the impact test pulse, when the sled is
moving at the maximum test velocity, it must be safely brought to a stop. Most of the
facilities of this design have limited track length available for deceleration, so that the
deceleration levels can be relatively high and deceleration may begin immediately after
the impact test pulse. Since the dynamic response of the system follows (in time) the
impact test pulse, any sled deceleration that takes place during that response will affect
the response and change the test results. The magnitude of change depends on the
system being tested, so that no general "correction factor" can be specified. The affect
can be minimized if the sled is allowed to coast, without significant deceleration, until
the response is complete. If the seat or restraint system experiences a structural
failure during the test pulse, the post-impact deceleration can increase the damage and
perhaps result in failures of unrelated components. This will complicate the
determination of the initial failure mode, and make product improvement more difficult.
One other consideration is that the photometric film coverage of the response to impact
test pulse must be accomplished when the sled is moving ‘at near maximum velocity.
On-board cameras or a series of track-side cameras are usually used to provide film
coverage of the test. Since on-board cameras frequently use a wide angle lens placed
close to the test items, it is necessary to account for the effects of distortion and
parallax when analyzing the film. The acceleration sled facility faces the same
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problems in accommodating rearward facing or side-facing seats in Test 1 as the
deceleration sled facility, and the corrective action is the same for both facilities.

d. Impact-with-rebound sled facilities. One other type of horizontal test
facnhty used is the "impact-with-rebound" sled facility. On this facility, the impact takes

place as the moving sled contacts a‘ braking system, which stores the energy of the
impact, and then returns the stored energy back to the sled, causing it to rebound in the
opposite direction. This facility has the advantage over acceleration or deceleration
facilities in that only one half of the required velocity for the impact would need to be
generated by the facility (assuming 100 percent effi csency) Thus, the track length can
be shortened and the method of generating velocity is simplified. The disadvantages of
this facility combine the problems mentioned above for both acceleration facilities and
deceleration facilities. Since one of the reasons for this type of facility is to allow short
track length to be used, it may be difficult to obtain sufficiently low acceleration just
before or after the impact pulse to resolve data error problems caused by significant
pre-impact and post-impact accelerations.

e. Drop towers. Vertical test facilities can include both drop towers
(decelerators) and vertical accelerators. Vertical accelerators that can produce the
long duration/displacement impact pulse depicted in Figure 1 have not been generally
available. However, drop towers are one of the easiest facilities to build and operate,
and are frequently used. In these facilities, the pull of earth's gravity is used to
accelerate the sled to impact velocity so that the need for a complex mechanical
accelerating system is eliminated. Unfortunately, these facilities are difficult to use for
conducting Test 2, particularly for typical forward-facing seats. In preparing for this
test, the seat must be installed at an angle such that the ATD tends to fall from the seat
due to gravity. The restraint system being tested cannot hold the ATD against the seat
unless tightened excessively, and will not usually locate the head, arms, or legs in their
proper position relative to the seat. .Design and fabrication of an auxiliary “break-away"
ATD positioning restraint system just for this test is a complex task. The auxiliary
restraint must not only position the ATD against the seat (including maintaining proper
seat cushion deflection) during the pre-release condition of 1g, it must also maintain
the ATD in that proper position during the free fall to impact velocity when the system is
exposed to 0g, and then it must release the ATD in a manner that does not interfere
with the ATD response to impact. The usual sequence of 1g/0g impact, without the
possibility of a useful "coast" phase, as done in horizontal facilities, causes shifts in
initial conditions for the test impact pulse which can affect the response to the impact.
The significance of this will depend on the dynamic characteristics of the system being
tested, and these are seldom known with sufficient accuracy to enable the response to
be corrected. In addition, the earth's gravity will oppose the final rebound of the ATDs
into the seat back, so that an adequate test of seat back strength and support for the
ATD cannot be obtained. The problems in Test 1, or with rear-facing seats in Test 2,
are not as difficult because the seat will support the ATD occupant prior to the free fall.
However, the Og condition that exists prior to impact will allow the ATD to "float" in the
seat restraint system, perhaps changing position and certainly changing the initial
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impact conditions. Again, use of an auxiliary break-away restraint system to correct
these problems is difficuit.

7. ANTHROPOMORPHIC TEST DEVICES.

a. General. The tests discussed in this AC were developed using modified
forms of the ATDs specified by the United States Code of Federal Regulations, Title 49,
Part 572 Anthropomorphic Test Dummies, Subpart B - 50th Percentile Male. These
"Part 572B" ATDs have been shown to be reliable test devices that are capable of
providing reproducible results in repeated testing. However, since ATD development is
a continuing process, provision was made for using "equivalent® ATDs. ATD types
should not be mixed when completing the tests discussed in this AC.

b. Modification to measure pelvic/lumbar load.

(1) To measure the axial compressive load between the pelvis and
lumbar column due to vertical impact as well as downward loads caused by upper torso
restraints, a load (force) transducer shall be inserted into the ATD pelvis just below the
lumbar column. This modification is shown in Figure 2. The illustration shows a
commercially available femur load cell, with end plates removed, that has been adapted
to measure the compression load between the pelvis and the lumbar column of the
ATD.

(2) A femur load cell is selected because of its availability in most test
facilities and its ability to measure the compression forces without errors due to
sensitivity to shear forces and bending or twisting moments which are also generated
during the test. To maintain the correct seated height of the ATD the load cell must be
fixed in a rigid cup which is inserted into a hole bored in the top surface of the ATD
pelvis. The interior diameter of the cup provides clearance around the outside diameter
of the load cell, so that the loads are transmitted only through the ends of the cell. If
necessary, ballast shall be added to the pelvis to maintain the weight of the ongmal
(unmodified) assembly.

(3) Alternative approaches to measuring the axial force transmitted to
the lumbar spinal column by the pelvis are acceptabie if the method:

(i)  Accurately measures the axial force but is insensitive to
moments and forces other than that being measured;

(i)  Maintains the intended alignment of the spinal column and
the pelvis, the correct seated height, and the correct weight distribution of the ATD; and

(i) - Does not alter the other performance characteristics of the
ATD.

10
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Figure 2. Installation of Pelvic—Lumbar Spine Load Cell
in Part 572B ATD.

This illustration shows an acceptable adaptation of a femur load cell (d) at the base of
the ATD lumbar spine (a). The load cell is in line with the centerline of the lumbar
spine, and set below the top surface of the pelvis casting to maintain the seated height
of the ATD. A rigid adapter cup (e) is fabricated to hold the load cell and a hole is
bored in the ATD pelvis to accept the cup. Clearance must be provided between the
walls of the adapter cup and the load cell for the wires leading from the cell. The
bottom of the load cell is boited to the adapter cup. Adapter plates having similar hold
patterns in their periphery are fabricated for the lower surface of the lumbar spine (b)
and the upper surface of the load cell (c). These plates are fastened to the lumbar
spine and load cell with screws through holes matching threaded holes in those
components, and are then joined together by bolts through the peripheral holes. The
flange on the adapter cup has a boit hole pattern that matches that on the pelvis. The
cup is fastened to the pelvis using screws to the threaded holes in the pelvis. Spacers
(f) may te placed under the flange of the cup to obtain the specified ATD seating
height. Additional weight should be placed in the cavity below the adapter cup to
compensate for any weight lost because of this modification. The instrument cavity
plug (g) is cut to provide clearance for the adapter cup and added weight.

11
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C. Other ATD Modifications.

(1)  To prevent failure of the clavicle used in Part 572 Subpart B ATDs
due to flailing, a clavicle of the same shape but of hlgher strength material can be
substituted.

(2) Submarining indicators, such as electronic transducers, may be
added on the ATD pelvis. These are located on the anterior surface of the ilium of the
ATD pelvis without altering its contour, and indicate the position of the pelvic restraint
as it applies loads to the pelvis. These indicators can provide a direct record that the
pelvic restraint remains on the pelvis during the test, and eliminate the need for careful
review of high-speed camera images to make that determination.

d. Equivalent ATDs. The continuing development of ATDs for dynamic
testing of seating restraint/crash-injury-protection systems is guided by goals of
improved Dbiofidelity (Kuman-like response to the impact environment) and
reproducibility of test results. For the purposes of the tests discussed in this AC, these
improved ATDs can be considered the equivalent of the Part 5728 ATD if:

(1) They are fabricated in accordance with design and production
specifications established and published by a regulatory agency that is responsibie for
crash injury protection systems;

(2) They are capable of providing data for the measurements
discussed in this AC or of being readily altered to provide the data;

(3) They have been evaluated by comparison with the Part 572B ATD
and are shown to generate similar response to the lmpact environment discussed in
this AC; and

(4) Any deviations from the Part 572B ATD configuration or
performance are representative of the occupant of a civil airplane in the impact
environment discussed in this AC.

8. IN§TRuM§NTATIQN.A .
a. General.

(1)  Electronic and photographic instrumentation systems shall be used
to record data for qualification of seats. Electronic instrumentation shall measure the
test environment, and measure and record data required for comparison of
performance to pass/fail criteria.

(2) Photographic instrumentation shall be used to document the
overall results of tests, confirming that the pelvic restraint remains on the ATD's pelvis,
and that the upper torso restraint straps remain on the ATD's shoulder during impact,

12
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and documenting that the seat does not deform as a resuilt of the test in a manner that
would impede rapid evacuation of the airplane by the occupants and that the seat
remains attached at all points of attachment. For passenger seats with lap belt angles
of btween 45 and 55 degrees, submarining is typically not a problem. For this reason,
a second camera (e.g., an overhead camera) for evaluation of submarining is not
necessary. '

b. Electronic _ Instrumentation. Electronic instrumentation should be
accomplished in accordance with the Society of Automotive Engineers Recommended
Practice SAE J211, "Instrumentation for Impact Tests.” In this practice, a data channel
is considered to include all of the instrumentation components from the transducer
through the final data measurement; including connecting cables and any analytical
procedures that could alter the magnitude or frequency content of the data. Each
dynamic data channel is assigned a nominal channel class that is equivalent to the
high frequency limit for that channel, based on a constant output/input ratio versus
frequency response plot which begins at 0.1 Hz (+1/2 to -1/2 dB) and extends to the
high frequency limit (+1/2 to -1 dB). Frequency response characteristics beyond this
high frequency limit are also specified. When digitizing data, the sample rate should be
at least five times the -3 dB cutoff frequency of the presample analog filters. Since most .
facilities 'set all presample analog filters for Channel Class 1000, and since the -3 dB
cutoff frequency for channel class 1000 is 1650 Hz, the minimum digital sampling rate
would be about 8000 samples per second. For the dynamic tests discussed in this AC,
the dynamic data channels shall comply with the following channel class
characteristics:

(1)  Sled or drop tower vehicle acceleration should be measured in
accordance with the requirements of Channel Class 60, uniess the acceleration is also
integrated to obtain velocity or displacement, in which case it shall be measured in
accordance with Channel Class 180 requirements.

(2) Belt-restraint system and seat attachment reaction loads (when
measured) shall be measured in accordance with the requirements of Channel Class
60. Loads in restraint systems that attach directly to the test fixture can be measured
by three-axis load cells fixed to the test. fixture at the appropriate location. These
