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20 Sep Kmm
a TA&ED
SETTLEMENT AGREEMENT PAPER _
This _S___é?ﬂément Agreement is made the - dayof 1993.

BETWEEN: EASTWEST AIRLINES (OPERATIONS) LIMITED a corporation organized
and existing under the laws of Australia having its offices at 501 Swanston
Street, Melbourne, Victoria, Australia ('EWA")

ANSETT TRANSPORT INDUSTRIES (OPERATIONS) PTY LIMITED a
corporation organized and- existing under the laws of Australia having its
offices at 501 Swanston Street, Melbourne, Victoria, Australia ("Ansett’).

AND AVCO CORPORATION a corporation organized and existing under the
- laws of the State of Delaware, by and through its TEXTRON LYCOMING
TURBINE ENGINE DIVISION, having its offices at 550 Main Street,

Stratford, Connecticut 08497 ("Textron Lycoming”).

WHEREAS, Ansett and EWA are the,} operators of certain BAe 146 Aircraft powered
by ALF502 gas turbine engines manufactured by Textron Lycoming (the "Engines"); and

WHEREAS, Ansett and EWA have .alleged that they experienced engine bleed air
problems between the date of purchase of the aircraft in 1989 and early 1993 (the
“incidents") and that their experience with the Engines has shown that various deficiencies
and inadequacies exist in the Engines, and that such deficiencies and inadequacies have
resulted in economic loss to Ansett and EWA, (the "Loss"); and

WHEREAS, Textron Lycoming has denied that there exist any such deficiencies or
inadequacies in the Engines, or that Ansett-and EWA or either of them have suffered
economic loss due thereto; and

WHEREAS, Texiron Lycoming and Anseft and EWA desire to settle and terminate
immediately all disputes, differences and claims _betwéen them in relation to the Loss and
to avoid future controversy and expense with respect to the foregoing: ‘

NOW, THEREFORE, in consideration of the mutual covenants and promises herein
contained, and other good and valuable consideration, the receipt and sufficiency of
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whxch is hereby acknowledged by eac:h party to the other Ansett and EWA and Textron
Lycoming hereby agree as follows:

1. PURPOSE. The parties acknowledge and agree that this Settlement
Agreement is entered into for the purposes of settlement of the claims of the parties in
relfation to the Loss only and that nothing contained herein, nor any performance
heéeunder, shall be construed as an admission of liability on the part of Textron Lycoming.

L2 CASH PAYMENT. Textron Lycoming agrees to pay to EWA the cash sum
of ONE HUNDRED FIFTY THOUSAND DOLLARS (U.S.) (U.S. $150,000.00) within thirty

days of the Signing hereof.

3. PARTS CREDIT. In addition to the foregoing, Textron Lycoming agrees tc;ﬁ'._
pravide to Ansett and EWA a total credit of ONE HUNDRED THOUSAND DOLLARS (U.S)
(U$$1 00,000}, to be used by each or either of Ansett and EWA but otherwise to be non-
transferable. This credit is to be used against accounts receivable due from Ansett or
EWA to Textron Lycoming relating to the purchase of new spare parits and/or new paris
used during repair. The amount of credit applied to each such purchase will be the list or
otherwise applicable price of the said new spare parts and/or new parts used during
repair. The Parts Credit is not to be applied until after the date of signing this Settlement
Agreement and is to be utilised in full on or before 31 December 1994, The existing
accounts receivable to which the Parts Credit is to be applied are listed at the Schedule
hereto. A credit instalment of US$34,000 is to be applied immediately upon the execution
of this Settlement Agreement towards the invoices listed. A second instalment of credit of
US$33,000 is to be applied to outstanding accounts receivable listed in the Schedule
hereto as at 1 April 1994, A fina! credit instalment of US$33,000 is to be applied to
outstanding accounts receivable listed in the Schedule hereto as at 1 August 1994. Any
amounts still outstanding from the accounts receivable listed at the Schedule after the
app_ilication of the Parts Credit will be paid to Textron Lycoming by Ansett or EWA after 1

August 1994,

SCHEDULE
Invoice Number Date Uss
S000031885 300993 50659.99
1000269845 100993 1621.23
1000270912 240993 6323.91
1000271124 280993 4502.80
1000271164 280993 762.48
100027336 291063 1193.22

1000271415 011083 2668.58
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1000271419 011083 ' 1399.44
1000271447 011083 9378.58
100027448 011093 812.08
1000271462 ' 011083 2429.08
1000271510 021093 1804.58
1000271581 021093 1804.23
1000271607 021093 1804.23
100271608 021083 703.23
1000271611 021093 1804.23
1000271612 021083 1804.23
1000271613 021083 6523.16
1000271614 021083 1804.23
1000271704 111093 884.33
$100,687.84
4, RELEASE. Ansett and EWA and both of them have remised, released and

forever discharged, and by these presents; do for themselves and their successors and -
assigns, remise, release and forever discharge Textron Lycoming and Textron Lycoming’s
parent, related or affiliated corporations, and their officers, directors, employees and
representatives, predecessors, successors, administrators and assigns (collectively
“Releasees") of and from all, and all manner of action and actions, cause and causes of
actions," suits, claims and demands whatsoever, in law or in equity, which agaiinst said
Releasees, Ansett or EWA or either of them ever had, now have or which Ansett's or
EWA's successors or assigns hereafter can, shall, or may have for, upon or by reason of
any matter, cause or thing whatsoever from the beginning of the world to the date hereof.

Ansett and EWA warrant that there has been no assignment or other transfer of any
interest to any claim relating to the Loss which they may have had against Releasees, and
Ansett and EWA and both of them shall indemnify, hold harmless and defend Releasees
from any claim or liability which may be asserted by anyone or any entity claiming such an
assignment or transfer, or any other claim relating to the incidents.

5. MISCELLANEQUS. This Settlement Agreement embodies the entire
agreement and understanding between Ansett and EWA and Textron Lycoming and
subersedes all prior agreements and understandings relating to the subject matter hereof,
and this Settlement Agreement may not be modified or amended or any term or provision:
hereof waived or discharged except in writing signed by the party against whom such
amendment, modification, waiver or discharge is snght to be enforced. All of the terms
of this Settlement Agreement, whether so expressed or not, shall be bin'dihg upon the
respective successors and assigns of the parties hereto and shall inure to the benefit of,
and shall be enforceable by, the parties hereto and their respective successors and
assigns, except that the cash payment identified in Paragraph 2 and the parts credit set
forth in Paragraph 3 hereinabove shall not be transferable to any party except as provided
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in paragraph 3 including, but not limited to Ansett’s and EWA's successors and assigns.
This Settlement Agreement shall be construed and enforced in accordance with, and
.governed by, the laws of the State of Connecticut, excluding that State's conflict or choice

of law rules. The headings in this Settlement Agreement are for reference only and shall
not affect in any way the meaning and interpretation of this Settlement Agreement.

No failure or delay on the part of any party hereto in exercising any right hereunder
shall operate as a waiver thereof; nor shall any single or partial exercise of any right or the
exercise of any other right hereunder preclude any other or further exercise thereof or the
exercise of any other right. No right or remedy provided for herein is intended to be
exclusive of any other right or remedy, and every right and remedy shall, to the extent
' @erm‘rtted by law, be cumulative and in addition to every other right or remedy given

ﬁereundgr or now or hereafter existing at law or in equity or otherwise, and shall not
’ ]:Srevent the concurrent assertion or employment of any other appropriate right or remedy.

Except as specifically agreed to otherwise in writing in advance by Textron
Lycoming and Ansett and EWA and both of them agree to maintain the existence and all
terms of this Settlement Agreement in strictest confidence and o disciose any terms
h’greof or information relating hereto only to its employees and legal ar other professional
advisors. Disclosure fo such advisors however may only be made if they agree to be
beund to the confidentiality requirement set forth herein on a "need-to-know" basis.

AVCO CORPORATION ANSETT TRANSPORT INDUSTF“ES
TEXTRON LYCOMING TURBINE (OPERATIONS) PTY LIMITED -
DIVISION

By: By: <

(Nzame) : (Name): \
(Title): (Title): \

WITNESS: WITNESS: ..

THE COMMON SEAL of ANSETT TRANSPORT INDUSTRIES
(OPERATIONS) PROPRIETRY LUNTED was  hereunto
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THE COMmMTWs =EaL TF

EASTWEST AIRLINES  (OPERATIONS)

LIMITED wcas UM"YC?: AFFIXED
Chk

By VASSSS — Pisestas
(l?ame): W - jeuﬁbyl
rd

A0

WHINESS: DIRECTE &

———

Common
Seal




>Sujet : Re:
>Date : 04/10/00 DR L
>From: crmack@rcon.com (carl mackerer)

>To: TSR

>

B Y

> Thanks., After listening to this, I conclude that we have not moved
>forward toward solving this problem. Health effects are blamed on oils
>because an odor is present; OP's are lumped together as a group
>although toxicity varies enormously between specific compounds in the
>class; activists continue to stir the pot; and politicians are being
s>surged to do something. None of the available toxicity data for the oils
>and their components suggests that toxic effects would be seen in
>animals or humans. In addition, the proposed toxic compomnents have not
>been found to any appreciable degree in the cabins. Of course the oils
>have not received the same amount of testing as a drug would receive
>because they are not meant for high dose long term human exposures and
>are, in effect, overlabelled for the worst possible effects imaginable.
>Compounding the problem is that, despite extensive research, no
>acceptable replacement for TCP has been found that will allow an oil to
>pass the stringent engine tests, and the market for the oil is very
>small for a large company to pursue, however, only a large company with
>existing world wide distribution network can handle such a low volume
>product (internet not withstanding). The profit on this product is not
>high enough to support a very expensive research program by the oil
>manufacturers and little would be lost to a manufacturer by simply
>dropping the product.




C frem: Richard.Fox@alll@Gsiyucs iwewm —-
Jate: 04/8-97 3:25 PM
Jraority: Normal
- [0: Doi Lewis at MKIGL ) S
. [0: Dan.Sullivan@alliedsignal.com at ANSEIT
‘£0: Robert.Wilson@alliedsignal.com at ANSEIT
fO: Donnie.Msuer@alliodsignal,com at ANBEIT -
[0: Jack.Harmon@alliedsignal .com at ‘ANSETT
[0: Steve Murphy@alliedsigpal.com at ANSEIT
I0: doplovel@msn.com at ANSETT "
JC: Qeorge .Durkin@alliedsignal.com at ANSETT
2C: Jim.Hahn@alliedsignal.com at ANSEIT
>C: Rob.Mahar@alliedsignal.com at ANSEYTT .
2C: Larry.Casillaes@allisdsignal.com at ANSETT
2C: Hunt.Jessup@alliedsignal,.com at ANSETT

Subject: Preliminary Trip-Report for Air Quality Testisg at Aassett...
------------------------------- Megsage ContoRts --—=-- - -ocsowmooee e e

One ground test and five flight tests wers performed while at Ansett
Airlines in Brisbane, Australia from August 22 to 25, 1997,
Bugust 22: Pack Burnout/ CO2 test on cargo aircrafy.
Test results indicated that pack burnout did not fully removs
hydrocarbons from blaed air,
August 23: Oround Tset - Aireraft S WI. Main enginos had #3 seal
-modg. APU bad sjector mod.
Supma canieters and bleed air contsmination moniter analyses were
conducted during pack burnout to messurs coptaminants generated during
pack burnout. E
Aircraft filtsrs were dus to be changsd, but left ianstalled for our
testing.
Blesd air results showed again that pack burpouts did not remove
hydrocarbons completely.
August 24: Non- Reveaue Flight Test. Aircraft SN VWi
Flight test was performed with high tims sircraft filters.
Parametsrs to be measured on this flight included:
Alr Flow
Smoks cartridge test
Carbon Dioxide
Carbon Monoxide
Oxygen
Hethane
Ozone
INFYi cartridge for post analysis of Aldshydes
Summa Canistars for post analysis of Valatile ogrganic Compounds
In addition., the Queensland Health Scisntific Services (equivalent ta
our HIOSH) performed somple traopping for post amalyzis oand o
formaldabhyde analysis. . :
Two flight attandante representing their union safety committes wers
slac present to assist in the sample collectien.
The Flight was segmentsd into takecEf-climb. cruise. and
descent-landing for the purposes of sample gathering. Odors-were—
detected during takeoff and landing. -
Preliminary results from this flight were as follows:
1. airflow on ths left hand side of the aircraft is higher than the
right side{ 0.7 M gsec vs. 0.55 M/=2ac.). The aisle was stagpnant. Alrflow
at the return grills was 0.1 M~ ssc. _
2. The smoke test indicated that the area between the overhead storage
was s dead pockmt. Flight sttendante work with their heads in this dead
air space. The rear gsalley haas no fresh air. It is strictly
recirculated. The oven vents are the oaly sexit.
The flight attendants epend up to 55-60% of their time in the aft galley
when not servicing passengers.
3. Tempereture and humidity: .
Temperature was constant within a helf of & degree from the beginning to
the end of flight. It was constant from the front to the rear of the
aircraft. The humidity leval started at 323-40X RH and was down to zero
in 90 minutes. Thke cockpit dried out almost impediataly after takeoff.
The cabin was at 10 X 30 minutes into flight. Air flow was selected to
full fresh, which is the common position for all Ansett revenue flights.
4. Carbon Dioxide remsined around 400 ppm in all aresas except the aft
galley. which approached 1000 ppm. No dry ice was present oo this
flight. No carbon monoxide, methane. or ozane wers detected.
5. Cabin sltitude reached 24.85 in Hy st altitude.(S000 Ft cabin
altitude) Actual aircraft altituds was 22.00Q ft at cruise.
6. Formaldehyde, a decomposition product of fuel. oil. and hydreulic
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levels of 0.05 to 0.1 ppm
lonal limit of formaldehyde . in
“bo the addative effsct of
v 4] Lato ount with other substancas. This
assesement will take placs during final data‘analysis. ,
Preliminary findings are that the aft ‘galley is .a confinad spaces and

requires more ventilaticn. Don Love of AVRO is looking at ways to

modify the rear air supply to pul morw fiesh air into this erea oand
remove more stala eir.
August 24-25: 4 revenue Flight segmeuts. Aircraft filters changed
after non revenus flight. HNo adors were detected during takeoff and
landing. Ho carbon monoxide o™ mathana ware datsctad. Ozone was not
tested since it was pot present in the non revenus £light.
During outbound flights, Cabin air was selected for full fresh,
During return flights. cabin air was selected for 40% recirculated air.
All flights wers near capacity. ( 77-80 Es:tﬁns‘nn hoard)
During full fresh air flights. the cockplt dried out almost
instantenecusly. The rsmaisder of the cabin dried out in 45 minutes to
3-5% FH. Temperatures were conatant throughout the aircraft. Carbon
dioxide in the air supplisd to the cabin was congtantly under 500 ppm .
The lwvel in the cebin was ercund 1000 ppm. an measured in the cobin
fan air. Levels of carbon dioxide in the aft galley nevar fell balow -
2000 ppm but excseded 5000 ppm at times. Dry ice was present on all 4
sarvice carts.
During 40X recirculated air flights. the humidity in the cockpit again
fell to zerc. The humidity in the cabin fell ta between 10-20%.
depending on the humidity of the ontgide air. Temparatures were
conctant. Lsvele of carben dioxide in the cabin fan air wers arocund
2?00 ppm. Levels in the aft galley wers the seme as during full fresh
n r'
Dry ice was present on all four service carts.
Oxygen was stable in all flights at 20.9 %, except for taksoff, when it
dipped to 19.8 ¥ momentarily.
1 obsexved befors the last flight segment that tho punka louvre in the
lavatory was closed and opsned it bsfore tekeoff, Lavatory odors were
noted in the rear rows during the last flight. also indicating poor
ventilation in the aft galley.

Observation made from this testing indicate the following:
1. Clean filters are sufficient to remove ony ground odors from saginae,
apu‘s, and other saurces. )
2. Pack burns didn't appear to removs all organic matarial. In fact,
Tricresyl phompate 1s being detected by Aealta and safsTy measuremsnts
during and after pack burmns. Levals measgured on the bleed air
contamination monitor during pack burn were 4. timse greatar than wse
allow for engine acceptance in our APU facilities. tack"

cading o S EGTIveted charcoal on the filter and reduce its
effectivenese for trapping lighter hydrocarbons by lpading it up with
bigher molecular weight substances. The test crew is recommending that
Ansett look intoc backflushing the filters with steam ard kot air drying
on & routine basis and eliminating pack burns. The air system should be
kept as cool as possible. This should ‘also incredse the life

——gEpactance—of-the packs. The £ilters should-last—lorger- and-be-more

effective. Using a delta P measurement for measuring filter lifs is not
applicebls since the primary purpese of the filter is nat to trap
particulaces, but volatile organic material.

1t was observed that odors could be ceused since the apu bleed air is
hotter than the air from the main engines. FPre cooling the apu air may
be & way to reduce odor generatiom from the ECS system.

3. Typically personc on board the aircraft should he able ta handle 2500
ppu CO2 as they were axposed to on the flights with recirculated air.
Carbon dioxide in the lungs is arcund 52000 ppm. This may improve
comfort perception. It ie desirable to have humidity grsater than 20 X
for comfort.

4. The aft galley is a confined space. Flight attendants should
minimize time in the aft galley and trade off working ia tbis area uptil
ventilation is improved.
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TRANSMISSIGN

ANSETTAUSTRALIA Occupationsl Hedieng ©
Caor. Grants & Service Roag
Melbourne Airport,
Tullamarine
Vic. 3043
E mait
Dai_ lewis@ansett.com.au
Tek Int.  B1-3-G373-7800

Dom (03} 8373-7800
Fax int 61-3 9373 7807
Dom  (03) 8373 7807

To Cpt Trevor Jensen Fax Auto
GOM

From Dr.Dai Lewis Date 4 December 1997
Medical Director

Re B Ae 146 certification Page 10of 10

Trevor,

| have heard on the grape vone that the Allied Sig report is being presented to you this am

Greg Vaughan has tracked down the CAA Aircraft Certification Requirements that the 146 was
supposed {o meet

On

a quick scan please note:
Page 2 para 3.2.2 Ventilation The 146 fails this!

Page 3 para 3.3.10 (b) Carbon Dioxide The new FAA requirement is no more than
5,000ppm parts per million

3.3.10 (d) Noxious vapours . Fails
3.3.10-(e)-Contamination Fails
Page 6 Strength Para 6.3 Fails
Para? Tests Doubt if they did?
Appendix Page1 para 3 does not meet
Para 4 Doesn't meet .we measure less than 0.3 m/min
Para 5 Need to check against Allied report Doubt if meets

This is a rush
Regards
Dai

&

Caution  This Facsimile mes'sag.e_‘may contain privileged and,qonﬁd,entla!'info,rmaﬁon. If the reader of this

Sy 2072

message is not the intendad recipiént, you are hereby nofified that any use, dissemination,
distribution or reproduction of this document is prohibited. If you received this message in error,
please nofify us immediately by facsimile or telephone.

e

e




CIVIL AVIATION: AUTHORITY BRITISH CIViL AIRWORTHINMESS REQU!REHEM‘IS
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SUB-SECTION D6—~EQUIPMENT.INSTALLATIONS.

CHAPTER Dé—~I} "VENTIEATION AND PRESSURIZATION GF Q‘REW
‘ AND PASSENGER COMPARTMENTS :

ot A4

Issued 15t October, 1976

{ APPLUICABIOTY "The requirements of this. Chapter D6—I1 which apply to
pressurization systems are applicable to aempiancs for which certification,;for Right at
altitudes not greater than 13700 m (45,000 ft) is desired. In the case of aeroplanes

- intended: for flight at altitudes- greater tham 13 700-m (45,000 ft) :the variation of, and
‘additions to, the: rcqmrcments shall be decided i I oansultaﬂﬁn thh ‘the CAA,

LIS e

)

2 PRESSURIZED COMPARTMENTS

2.1 Where means are provided for raising the pr&sum in'a compartient above that of
thzjmts;dc atmosphcrc. it shall be establishéd that thé compartmést and the assoc:atcd
fhent are tapable of mammﬂimg, and’ suxfabla for "operation at, differential
pressures up to the disclared difiérential pressures A6ANitiazs up'to the dédlared maximum
altitpde h.  The differeptial pressure. is.regarded.as posztwe. whcp the internal pressure
exceeds thcsgx&:rna! pressur; . . 4

2.2 The following shall be declared: o
(a) The maximum differential pressure Ap,, which is defined as the highest pressure
permitted by the pressure relicving device(s) in the compartment.
(b} The highest normal working differential pressure Ap, which is defined as the maxi-
mum differantial pressure controlled hy. the p:c’ssurc rggulator. prescribed in 4.1(e).
NOTES: (I} g} is permissible to use nominal va!ua ratbct Lhan the Engbcst pressafes, prov:cied that

tolerances are not large,
(2} The Ap of 2.2(b} is the same 2s that of D3--?.

{c} The ma)umum acmplanc altxmde, k.
These hmxtauons shall be stated in thc thht Manuai

23 The declargd valye of Ap shall be sufﬁm;nt to gisyre ax! absolm:c compartment
pressure, at the maximum acroglane altitude, b, equivalent. to an ‘altitude not greater
than 2500 m (8 000 ft)

'NOTE: Where it is desired m operate at aftitudes in ¢f the.dq:}gx:d. nm mopian: altitude
b, on the basis of the provision dampplyofoxymmkhomdbm

24  The pressurized mmpartmcnis and assoc:atqd air | supply ‘and ‘pressure. control
systems shall be so designed that in the event of & Failurc and ta.kmg account of likely

crew actions compliance will be shown with (a) tg (c)

(a) No Failure assessed as Reasonably Probable will result in the compartment altitude
exceeding 4500 ra (15,000 f1). ‘

(b) No Failure assessed as Remote will result in the compartment altitude exceeding
7500 m (25,000 ft).




CHARTER: D& <. -.:- SUBSECTION. D&L. : .

YENTILATION & PRESSURIZAT!ON OF CREW
& PASSENGER COMPARTMENTS

3

EQUIPMENT !NSTALLATIONS

(c)! Thé.probability. of conditiohs hazardous to the occupants shall be Bxtremely Remote,
NOTE: In showing compliance with 2.4:—

- (@)ya; fanlty the pressuce. control sysiem, 2nd damage to the
Mﬁb}‘?i!!g Ei tﬂ;rguhpfﬁg uremtb:au'ophnc,umqmmdmaccordmczmth::

D4—1, 6,
(b} consideration will have to be given to 1.3, D6—I1 App., 2, 5 and 6.

COMPARTMENT ENVIRONMENTAL CC‘W’DKT&ONS (see D611 App.)
3.1 Genperal ‘
3.1.} Compliance shall be shown with the reqmrcments of this paragraph 3 in both

i

pressurized.and unpressurized flight. Provision shall also. be made to ensurs that :

such ventilation can be provided with the acroplane on the ground.
NOTES: (O ltis ds::able. particularly for the flight crew, to meet this ground case using self-
contained equipment in the acroplane, e.g. 2n APUL
(2} For combustion heater systems, ses' D65,

3.1.2  Meang shall be provided to enaple the flight crew adequately to control environ-

" mental condmans fQ: th; Bxght-crgv( compartme:nt Wheré separate control is
provzded Tor other cqmpartmcn:s this shall pot seriously aﬂ'ect the facility for the
flight ¢rew to control cond1hons in the flight-crew compartment.

-3.1.3 The temperature iit occupied compartments shall be so ¢ontrolled that conditions
hazardous to the occupants are Extremely Remote. The temperature in the fight-
crew compartment shall be suitable for safe control of the aemplanc

§2. Air Supply

3.2.1 The supply of fiesh air, for any pmod’ excﬁdmg 5 minutes; shall be not less ;
thap :— ‘

(a) 0-0038 kefs (05 Ib/min) per persﬁn in normal operation.

i

(B) 0-003 kg/s (0-4 Ib/min) per person in the event of the loss of one source ‘of supply;

ses however, Note (2)..
NOTES: (1) The total number of persons will be taken as being; :ogbq,gozalnumbcrofmts
quoted in the Flight Manuatl as available ror use by passengers ana crew.

Some reductions i the presézibed air fiow may:be aaceptéd ded: adequats control
mofmparnnuﬁ:nmnmmtanbemntamedm lcvdaweymblctoth:C:AA.

Where the fresh mees 3 ram, oplane will

(3) iy b8 m:'d’“% alti ﬁé‘a@of"f?m u“&%nﬁ iind’ w any otber
- Hmitatidns that'might be called for by the: ANO!

3.2.2 Compartments used by passengers and crew shall be so ventﬂatcd that there is

. adequate aic distribution o all parts. "

3.2.3 Air intakes gssential to the operau:m of the air supply system shall be smtably
protectea agamst blockige, e.g. by ice, dirt.

3.3 Contamination (sec D6—11 App., 5)

3.3 The air supply, pressure control and distribution system shall be arranged so as
to provide for the effective evacuation of smoke.from any occupied compartment, !
while complying with 2.4 '(sée also Section J, Chapter J1—3, 1.6). Aweptablc
procedures shall be established and demonstrated by test.

2
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.'&"PRESSUR!ZAT!GN OF C
& PASSENGER CQMFARTME!!TS REW

3.3.2 Ia analysing faults which may occur in devices assogiatéd: wzt&tbevcntuancn and”

pressurization system, allowance shall be made for the effects of deposits of tobacco
tar, and pther, products of, toj;acco smoking, ,, o

333 No Faxlurc assessed as Recurrent or Remote shall result in Ie:akagc into the air .
supply (e.g. 1om a pabm au' heat cxchangcr}, wi}xch would haza:d thc acrop!ana or;
3 ocoipants. ‘,
3.3 4 In normal operation or after a Failure in the Pow«:nplaut, it shall be shown that |
" dangétous contentrations of harmful substances cannot occusim: r-occupiéd compart-:
m tsue:g. whex‘é the abm an' supply isi obtamed from a dxrect ta‘ppmg on a turbine!
" engine. o

3.3.5 Where hazardous contamination of the air suppiy or mcreascd fire hazard
might ‘otherwise result from a Power-plant fize,; those parts of thc,apr supply system
installed within a Designated: Fire Zone (see D5-8), inclnding the: air supply shut-off*
valve, shall be Fireproof.

3.3.6 The air supply to compartments normaliy occupied by passe;ngcrs or crew which
passgs through compartments inaccessible in ﬂ:g,ht shall be’ ductpd through such

comggrtmcnta

3.3.7 The air intake(s) shall be so arranged  that in tormal or atiy fHult conditions, :
conta.mmated air will not be supphed to occupied compartmcnts or to other regions
to such an éitmt astd cr¢ate 4 hazard

[T

i

NOTB Enhet slmuld nat bc mch as to con::t hawdnus of:4 d .used de-i
spray or gmdan‘gry should be given in the Flight Manual regz.:ﬁmg whxch%mdﬁggap; be used. icing

3.3.8 -Where.a: mrculaungs wentilating system could: cause hazardous contamination
of compartment air in:either normal: or fanlt conditions, it.shall be-possible 1o stop
the recirculating system and still show compliance with 3.2.1 and 3.2.2,

339 Where the air supply is used for examplc tb cool'devices, it shall be fi¢e from any
contamiination which could adversely a&‘ect thezr fnnctzcmmg.

8.3.10 Precautions shail be taken to preciude the conta.mmauon of air in occupied
compartments resulting from the o;x:ratxon of the acmplane in norma! apd emergency
conditions. Inm particular:—

(a) Carbon monoxide ooncentratmns shall not exceed 50 parts pct mdhon by volumc
for.any period cx.wedmg 5 minutes.

b) Carbon diozide concentrations shall not- exceed 30 000 parts per mxﬂxon by volume
‘ot dny period exceeding 5 minutes.

{) Haza:doua conceatrations of fire extinguishing agents shall not be I:able to occur
4.2 resu.lt of, mteuuonal nse of a fire extinguishing system or portabie
?qscgﬂ @ a x;;gu!t of any. Faxl.u:e which might Jead to unintentional

ge of thc cxtmgmsbant et o

d) Systems employmg fluids liable to give off nomaus or loxic vapours or substanm

(é.g. some de-icing and -hydraulic fluids) s shall oot be installed in such 2 mainner as
to risk hazardous contamination of the cabin air either by leakage or by use.

k) No materials which give off nomous fumes when heated shall be used in such a
way ‘that they may become heated in normal or Failure’conditiofis to the: extent

that the cabiit air would become dangerously ccmtammared {See also Section
g Chapter J1—3,7.6.) .
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SUB-SECTION Dé— . CHAPTER Dé—il N B
EQUIPMENT INSTALLATIONS CHATILATION & PRESSURIZATION OF CREW
- % PASSENGER COMPARTMENTS CREA .

6 STRENGTH

6.1 All components, pipes and ducting shail have Proof and Ultimate Factors of not
less than 1:33 2od 2-0 respectively on the pormal maximum local working pressure in
the system.

62 All components, pipes and ducting shall bave Proof and Ultimate Factors of not
less than 10 and 1-5 respectively o the maximum pressure (o which they may be sub-
jected as a result of a Reasonably Probable Failure.

63 No Failure of components, pipes and ducting in the air supplysystem, the probability
of occurrence of which is assessed as greater than Extremely Remote, shall result in 2
Hazardous Effect.

64 Additionally further factors shall be applied to cater for the following:—
(a) The maximum local temperature in the system. ‘
(b) The provision of 2 sufficiently robust construction to withstand normal handling in
service. : L
(c) The provision of 2 sufficiently robust construction to be free from deleterious
shock wave or resonance effects.
NOTE: For scatter factors for castings, ses D3—10, and for adequate fatigue life, ses 3—1 App., 2.1.3.

17 TESTS ‘Tests shall be cédduéﬁpd to show t,h,at' alt 'parts of the air supply and pressure
control system will function properly up to maximum altitude, h, under all probable
conditions of temperature, pressure and humidity for compartment pressures up to Ap:

.

and for rates of climb and descent up to the maximum practicable for the aeroplane.

71 Considsration shall be given to the peed for tests which will show that the system
is free from deleterious shock wave and/or resonance effects. :




