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PROVISIONAL ACCEPTABLE MEANS OF COMPLIANCE 

AEROPLANE STATIC PRESSURE SYSTEM - 
UNIFORM METHOD OF CALTBRATION OF POSITION ERROR 

1. The Standards  i n  Annex 8, Airworthinese  of Aircraft, a r e  of t h e  n a t u r e  
of broad s p e c i f i c a t i o n s  s t a t l n g  o b j e c t i v e s  ra ther  than t h e  methods of r e a l i z i n g  those  
objectives. I n  o r d e r  t o  i n d i c a t e  by example t h e  l e v e l  of a i r w o r t h i n e s s  in tended by t h e  
Standards  of t h a t  Annex, some s p e c i f i c a t i o n s  of a more detailed and q u a n t i t a r f v e  n a t u r e  
have been included i n  t h e  same volume under t h e  t i t l e  "Acceptable Means o f  CornpZfartce". 
The Foreword of Annex 8 i n d i c a t e s  the o b l i g a t i o n  under t h e  Convention, resulting from t h e  
i n t r o d u c t i o n  o f  Acceptable Means of Compliance. 

2 .  When t h e  Annex w a s  adopted on 1 3  June 1957, t h e  Standards  on the s u b j e c t s :  
Aeroplane Performance, S t r e n g t h  under Flight Loads, Rec ip roca t ing  Engines,  Turbine  Engines, 
P r o p e l l e r s ,  and Navigation Lights were supplemented by Acceptable  Means of Compliance. The 
absence of p r o v i s i o n s  of t h a t  t y p e  p e r t a i n i n g  t o  other s u b j e c t s  was considered e i t h e r  a s  
r e c o g n i t i o n ,  by t h e  CouncF1, t h a t  t h e  Standards  fn themselves def ined a s u f f i c i e n t l y  
a c c u r a t e  l e v e l  of a i r w o r t h i n e s s ,  o r  as r ecogn i t ion ,  by t h e  Council ,  t h a t  due to t h e  tech-  
n i c a l  developments going on I n  a s u b j e c t  a t  the t i m e  of adoption, it had no t  y e t  been 
possible to establish a more precise technical s p e c i f i c a t i o n  than that  i n  t h e  Standards  
themselves. 

3. I t  is  t h e  e s sence  of t h e  Acceptable Means of Compliance t h a t  they permit 
v a r i a t i o n s  i n  o v e r a l l  method as w e l l  as i n  d e t a i l e d  a p p l i c a t i o n .  There fo re ,  Con t rac t ing  
S t a t e s ,  i n  e s t a b l i s h i n g  n a t i o n a l  codes that  w i l l  ensure  compliance wi th  t h e  S tandards ,  w i l l  
sometimes need guidance as t o  t h e  depar tures  from Acceptable Means of Compliance that a r e  
s u i t a b l e  f o r  t h e  c e r t i f i c a t i o n  of  a i rc ra f t  o t h e r  than those s p e c i f i e d  i n  t h e i r  Range of 
Va l id i ty ,  and a l so  as t o  the use of methods developed too recently to have behind them t h e  
s u i t a b l e  background of exper i ence  deemed necessary  for I n t r o d u c t i o n  of an  Acceptable Means 
o f  Compliance. 

4. That type  of guidance material is e s t a b l i s h e d  by ICAO as ' f P r o v i ~ i o n a l  
Acceptable Means of Compliance", a class of s p e c i f i c a t i o n  t h a t  does not impose any 
o b l i g a t i o n  under the Convention. The P r o v i s i o n a l  Acceptable Means of Compliance are n o t ,  
l i k e  the Standards  or t h e  fu l l - f l edged  Acceptable Means of Compliance, e s t a b l i s h e d  by 
agreement between Con t rac t ing  S t a t e s ;  instead, they r e f l e c t  an agreement reached by a n  
i n t e r n a t i o n a l  body of  e x p e r t s  t o  the e f f e c t  t h a t  a s p e c i f i c a t i o n  is  worthy of t r i a l .  

5. T r i a l  a p p l i c a t i o n  of P rov i s iona l  Acceptable Heans of Compliance i n  
n a t i o n a l  r e g u l a t i o n s  or p r a c t i c e s  i s  intended t o  b u i l d  up t h e  amount of experience t h a t ,  
even tua l ly ,  could lead t o  t h e  i n t r o d u c t i o n  of an Acceptable Means of Compliance on the 
same subject. 

6. The P r o v i s i o n a l  Acceptable Means of Compliance presented i n  t h i s  
C i r c u l a r  was developed by t h e  Airworthiness  Committee, a body of e x p e r t s  au thor i zed  by 
the Council  and func t ion ing  under the A i r  Navigation Commission. The Airworthiness  
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Committee recommended the issuance of this Provisional Acceptable Means o f  Compliance in 
its report of the Seventh Meeting which was held from 22 November to 15 December 1966, The 
A i r  Navigation Commission, after satisfying i t s e l f  that t h i s  Provis ional  Acceptable Means 
of Compliance is properly co-ordinated with the ICAO Standards and related material  and 
that the policies of the Organization have been followed, authorized issuance of this 
Provisional Acceptable Means of Compliance a t  the Fourth Meeting of its Fifty-Fourth Session 
on 31 January 1967. I t  is t o  be noted that fn so doing, the Air Navigation Commission d id  
not pass judgement on, or endorse, the technical contents recommended by the  Airworthiness 
Committee. 

7. This Provisional Acceptable Means of Compliance is applicable to all aero- 
planes certificated f o r  operation at subsonic speeds up t o  an a l t i t u d e  of 15 000 metres 
(50 000 feet). It contains specifications concerning the calibration of the s t a t i c  pressure 
system posit ion error of such aeroplanes. I t  a l s o  describes i n  d e t a i l  t h e  t r a i l i n g  cone 
calibration method which has been shown t o  meet the accuracy requirements of f 2 3  metres 
(275 feet) throughout the prescribed operating alt i tude and airspeed/~ach number limitations 
and which has also proven to be an accurate,  easily xepeatable, relatively simple and 
economical method. The subject  of t h i s  Provisional Acceptable Means of ComplFance is one 
important factor directly related to the problem of vertical separation o f  aeroplanes. 

8. It should be noted t h a t  States are being asked to conduct, on a sampling 
basis, static pressure system position error measurements of selected in-service aeroplanes 
using the trafling cone method, in order to  gather addit ional  data on this subject for 
evaluation by ICAO. 

9. States are inv i ted  to  use these  spec i f i ca t ions  and to  notify ICAO of the 
extent to which they are applied. Should any State find it  des irab le  or necessary to  
adopt any significant variattons from the s p e c i f i c a t i o n s ,  that State is  invited to notify 
the Organization of such difference. 
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AEROPLANE STATIC PRESSURE SYSTEM - 
UNIFORM METHOD OF CALIBRATION OF POSITION ERROR 

APPLICABILITY 

This PAMC contains s p e c i f i c a t i o n s  appl icable  to  a l l  aeroplanes c e r t i f i -  
cated for operation at  subsonic speeds up t o  an altitude of 15 000 metres (50  000 feet), 

1.1 Introduction 

This  PAMC specifies a minimum accuracy required for calibration of the 
s t a t i c  pressure system p o s i t i o n  error of an aeroplane and details one acceptable method 
for uniform application. 

1.2 Definitions 

Static Pressure System Position Error: The difference between t h e  
altitude ind ica ted  by an a l t imeter  (having no instrument error) connected t o  the s t a t i c  
pressure system of the aeroplane and the ambient pressure a l t i t u d e .  It i s  convenient to  
consider the s t a t i c  pressure system position error as made up of the following two com- 
ponent parts:  

a) the f i x e d  error, which is recorded in t he  Aeroplane F l i g h t  Manual, 
and 

b) t h e  var iab le  error, which i s  the probable departure from t h e  fixed 
error. Included in the var iab le  error is  the error a t tr ibutab le  t o  
the t e s t  procedure used.  
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2 .  UNIFORM METHOD OF CALIBRATION OF POSITION ERROR 

2 . 1  Any method of cal ibration of t h e  aeroplane static pressure system posit ion 
error should have an accuracy w i t h i n  '23 metres ('75 feet) throughout the operating altitude 
and airspeed/Mach number limitatiohs for which the  aeroplane is c e r t i f i c a t e d .  

2 . 2  Calibration methods which have been shown to meet the accuracy requirements 
of  para. 2 . 1  either by themselves or i n  combination with each other, including 

a)  Tower f ly -pas t  
b)  Precision radar tracking 
c)  Trailing cone 

can be applied provided they are correct ly  used s o  as t o  ensure compliance with para. 2 . 1 .  

2 . 3  There are two basic aspects of the problem of the aeroplane static pressure 
.,;stem posit ion error ca l ibrat ion ,  namely: 

a) cal ibration of t h e  s t a t i c  pressure system position error 
for c e r t i f i c a r i o n  purposes, which i s  described in para. 3.3;  

b) any necessary check-testing of the  static pressure system position 
error of in-service aeroplanes, which is  described in para. 3 . 4 .  

2 . 4  In order t o  ensure uni formity  of ca l ibrat ion  method,  par t i cu lar ly  in the  
case of para. 2 . 3  b) above, t h e  trailing cone calibration method has been selected fo r  
presentation in t h i s  PAMC because of t h e  advantages which are given below: 

a) relatively high  accuracy because the reference static pressure is 
measured by static orifice s l e e v e  trailed at a certain distance 
b e h i n d  t h e  aeroplane where a free air stream condition exists. The 
di f ference  between the pressure measured by t h e  static pressure 
system in t h e  aeroplane and the free air  stream pressure i s  measured 
d i r e c t l y  by means of a d i f f e r e n t i a l  pressure instrument; 

b) easy repeatab i l i ty  of the procedure; 

c) s i m p l i c i t y  of the test instrumentation and procedure; 

d) economic operation. 

h descript ion of t he  trailing cone pr inc ip le  is given in para. 3.1. 
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3. TRAILING COm CALIBRATION METHOD 

3.1 General 

' 3.1.1 Static pressure  at an aeroplane f l i g h t  a l t i tude  can be obtained with  a 
high degree of accuracy by means of a static orifice sleeve incorporated i n  f l e x i b l e  nylon 
tubing extended behind t h e  aeroplane. The tubing is kept  s t r a i g h t  and a t  approximately 
zero degree angle of attack by a non-lifting drag  cone attached to the end o f  t h e  tube. 
The tub ing , s ta t fc  o r i f i c e  s l e e v e  and drag cone are c a l l e d  a "Trailing Cone" assembly. The 
t r a i l i n g  cone t e s t  equipment is s p e c i f i e d  i n  the Appendix. I n  essence it simply provides  
a d i s t a n t  s t a t i c  pressure p o r t  and s h o u l d  not be confused with o t h e r  t r a i l i n g  systems, 
e.g .  the trailing bomb. I t  can be used for flight c a l i b r a t i o n  of an aeroplane s t a t i c  
p ressure  system p o s i t i o n  error over the a i r s p e e d h a c h  number-alt i tude f l i g h t  envelope of 
the aeroplane. 

3.1.2  The t ub ing  transmfts the  free a i r  stream s t a t f c  pressure (p)  t o  an acr: .-  
r a t e ,  smal l  range, d i f f e r e n t i a l  pressure gauge which measures d i r e c t l y  the static presslire 
system p o s i t i o n  error (p, - p); p, is  "measured" s t a t i c  pressure from the  aeroplane primary 
static pressure  source ,  e.g.  f l u s h s t a t i c  ports  o r  Pitot s t a t i c  tube. Because the aero- 
plane carries i t s  own re fe rence ,  pressure (p) from the trailing cone assembly, f l i g h t  
c a l i b r a t i o n  is conducted without  the a i d  of other aeroplane o r  s p e c i a l  ground equipment 
and is  not dependent on t e s t i n g  w e r  specific geographical  loca t ions .  A t y p i c a l  f l i g h t  
p a t t e r n  fo r  t r a i l i n g  cone f l i g h t  calibration is shown on Figure 1; however, any s u i t a b l e  
route may be used. 

3.2 I n s t a l l a t  ion  

3 . 2 . 1  The p r e f e r r e d  method of i n s t a l l a t i o n  should be such t h a t  the  nylon tube 
is continuous wi th  no f i t t i n g s  between the cone assembly and attachment t o  t h e  t e s t  
ins t rumentat ion.  Where, for installation o r  operating reasons, the nylon tube has t o  be 
interrupted a t  the attachment t o  the aeroplane, t h e  f i t t i n g s  or  unions used shou ld  have 
adequate mechanical s t r e n g t h  and mate e f f i c i e n t l y  with t h e  tubing t o  t h e  t r a i l i n g  cone. 
The design drag load associated with this cone i n s t a l l a t i o n  is  approximately 90 kg (200 lb)  
a t  400 k t  i nd ica ted  a i r speed .  Pipe dimensions etc.  are shown i n  t h e  Appendix. 

3 . 2 . 2  For aft-engined aeroplanes f r  is  s t r o n g l y  recommended t h a t  t he  assembly 
be towed from the f i n  t i p .  For aeroplanes with wing mounted engines, the  lower aft fuse lage  
extremities are recommended. 

3 . 2 . 3  Free air stream statfc  pressure is sensed by a t r a i l i n g  s ta t i c  orifice 
s leeve  loca ted  i n  the nylon tub ing  a t  a s u f f i c i e n t  distance ahead of the drag cone t o  
e l imina te  pressure in f luence  f r o m  the cone. The d i s t a n c e  behind the ae rop lane  which it 
is necessary t o  extend t h e  static orifice sleeve f n  order t o  o b t a i n  f ree  a i r  s t ream static 
p r e s s u r e i s  dependent upon t h e  size and geometric shape of the aeroplane,  and can be 
determined by extending t h e  nylon tubing (thereby increasing the  d i s t a n c e  of t he  t r a i l i n g  
cone assembly behind the  aeroplane) u n t i l  the d i f f e r e n t i a l  pressure s t a b i l i z e s .  A t  this 
poin t  the  s t a t i c  orifice s l e e v e  has been properly posi t ioned behind the aeroplane.  For 
large tu rbo- je t  aeroplanes thfs distance has been found t o  be approximately 40 metres 
(130 feet)  . 
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Typica l  Flight Pattern for Trailing Cone Method o f  Calibration of Posit ion Error 
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3.3 C a l i b r a t i o n  f o r  C e r t i f i c a t f o n  Purposes 

3.3.1 The f l i g h t  t e s t  procedure f o r  c a l i b r a t i o n  of t h e  aeroplane static pressure  
system p o s i t i o n  error for  certification purposes is descr ibed below. A calibrated t e s t  
a l t imeter  and ai rspeed i n d i c a t o r  w i l l  be required, as w e l l  a s  a d i f f e r e n t i a l  pressure 
indicator a s  s p e c i f i e d  i n  the Appendix. The t e s t  altimeter and airspeed indicator a r e  used 
t o  e s t a b l i s h  the test condi t ion.  

3 . 3 . 2  The following procedures should be carried out before flight: 

a) A leakage t e s t  of the t r a i l i n g  cone system should be performed w i t h  
the nylon tubing under approximately 45 kg (100 lb) tension and with 
the ent i re  i n s t a l l a t i o n  connected as t o  be used i n  flight. Negative 
pressure should be applied equal t o  t he  cabin pressure differential 
a t  the maximum test a l t i t u d e .  No noticeable leakage should be noted 
w i t h i n  one minute. 

b) A leakage test of t he  aeroplane s t a t i c  pressure system should be 
performed i n  accordance with acceptable procedures.  Any significant 
leakage should be el iminated.  

c) The t r a i l i n g  cone system should be inspected f o r  s e c u r i t y  of a t t ach-  
ment, kinks i n  the tubing, straightness of the s t a t i c  or i f ice  sleeve, 
damage o r  plugging of orifices and of the cone f o r  genera l  condition. 
The tubing should be laid out  f u l l  length p r i o r  t o  f l i g h t  t o  insure  
t h a t  no permanent s e t  has taken place. 

Note:- Care should be taken i n  storage of the nylon tubing. The bend - 
r a d i u s  during s t o r a g e  should be such t h a t  permanent deformation 
is not  induced. 

3 . 3 . 3  The d i s t a n c e  of the stat ic  orifice sleeve behind t h e  aeroplane needed t o  
ob ta in  free air stream static pressure  should have been determined as i n  para .  3.2.3 with 
a s e r v i c e a b l e  t r a i l i n g  cone assembly. The c a l i b r a t i o n  method should be as fo l lows:  

a) At t h e  s e l e c t e d  test a l t i t u d e ,  a test a i r speed  is s t a b i l i z e d  and 
maintained. 

b) With l e v e l ,  unaccelera ted flight being maintained, the fo l lowing  data 
should be recorded: 

i Differential pressure i n d i c a t o r  reading; 
fi) Test a l t i m e t e r  and airspeed indicator readings;  

i i i )  Machmeter reading; 
iv) Measured ang le  of a t t a ck  and/or aeroplane weight ;  
v )  Aeroplane configurat ion.  

All instrument read ings  should be taken rapidly, pre fe rab ly  us ing 
automatic record ing  devices such as recording osc i l lographs .  

Note:- The d i f f e r e n t i a l  pressure  i n d i c a t i o n  s l ~ o u l d  be stable for at l e a s t  - 
t e n  seconds before the time of read ing  because of pressure lag 
inheren t  i n  t h e  trailing cone assembly. The t r a i l i n g  cone is  a l s o  
sensitive t o  control sur face  movements and c o n t r o l  s u r f a c e s  should 
be h e l d  s teady whi le  da ta  is being recorded. 
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A l l  ins t rument  read ings  must be corrected for instrument error 
before  f i n a l  at ia lys is .  

c )  Steps (a)  and (b) a r e  repeated f o r  each a i r speed  c a l i b r a t i o n  po in t  a t  
t h e  t e s t  altitude. A recommended sequence i s  t o  calibrate at i n t e r -  
v a l s  from t h e  lowest to t h e  highes t  airspeed and then  c a l i b r a t e  a t  
the same a i r speed  points while  decreasing a i r speed .  This increasing 
then decreasing airspeed sequence should be repeated a  minimum of t w o  
times at each test a l t i t u d e .  

d) The above steps should be repeated for each t e s t  a l t i t u d e  and each 
=eroplane configuration. 

3 . 4  Check Testing of In-service  Aeroplanes 

3 . 4 . 1  T r a i l i n g  cone systems have been found  accep tab le  f o r  e s t a b l i s h i n g  aero- 
plane s t a t i c  p ressure  system p o s i t i o n  error f o r  check t e s t i n g  purposes. The ou t l ined  t e s t  
procedures are fatended t o  be used i n  determining i n d i v i d u a l  aeroplane s t a t i c  pressure 
system p o s i t i o n  error i n  the c r u i s i n g  regime of f l i g h t .  The data thus  ob ta ined  can b e  
used for  comparison with aeroplane s t a t i c  p ressure  systm posit ion error as shown in t h e  
aeroplane f l i g h t  manual o r ,  i n  the case of those  aeroplanes equipped w i t h  air d a t a  systems 
applying s t a t i c  pressure system pos i t ion  error cor rec t ion ,  comparison w i t h  the  correct ion 
data  utilized i n  these  systems. 

3.4.2 The system should be checked p r i o r  t o  f l i g h t  i n  accordance with 
para .  3 . 3 . 2 .  

3 . 4 . 3  The static orifice sleeve should be a minimum of 40 metres (130 f e e t )  aft 
of the  most rearward p o i n t  of the  aeroplane unless  a d i f f e r e n t  length is  s p e c i f i e d  by the 
aeroplane manufacturer.  

Note:- 40 metres (130 f e e t )  was s e l e c t e d  t o  accommodate Large t r a n s p o r t  category - 
aeroplanes .  

3 . 4 . 4  The f l i g h t  t e s t  should be carried out as follows: 

a) The aeroplane should be stabilized i n  steady  level  flight a t  a 
f l i g h t  level between 300 and 350, i f  p r a c t i c a b l e .  Where i t  is not  
p r a c t i c a b l e  t o  conduct t e s t s  between t h e  f l i g h t  l e v e l s  300 and 350, 
t h e y  should be c a r r i e d  out at the  h ighes t  p r a c t i c a b l e  a l t i t u d e .  

b) Ab each of f o u r  Mach d a t a  p o i n t s  r e p r e s e n t a t i v e  of and spaced over 
t h e  normal o p e r a t i o n a l  speeds i n  Level f l i g h t ,  a l t i t u d e  should be 
s t a b i l i z e d ( w i t h i n  0.5 m/s (100 ftlmin) r a t e  of climb or  descent during 
the  recording per iod)  and a constant IAS held  while recording d a t a .  

c )  The fo l lowing  d a t a  shou ld  b e  recorded a t  each Mach d a t a  point: 

i) Mach number and IAS from pilot's i nd i ca to r ;  

i i )  Alt i tude from p i l o t ' s  alt imerer with air d a t a  system correct ion 
or manual c o r r e c t i o n ;  
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iii) D i f f e r e n t i a l  pressure ( p i l o t ' s  s ta t i c  pressure  system to  trailing 
cone system); 

i v )  Aeroplane weight during test period.  

Note:- A l l  readings should be  recorded within the shortest possible  t i m e .  - 
3 . 4 . 5  After landing a leakage test of the t r a i l i n g  cone system should be performed 

as in 3 . 3 . 2  a ) .  If the flight t e s t  data appears to  be questionable,  the leakage tests of 
the aeroplane s t a t i c  pressure system as in 3 . 3 . 2  b) should be repeated. 

3 . 4 . 6  The t r a i l i n g  cone system should be inspected for damage. 

3.5 Precautions to be observed during F l i g h t  T e s t s  

3 . 5 . 1  The fo l lowing precautions should be  observed during f l i g h t  t e s t s  u t i l i z i n g  
the  t r a i l i n g  cone method: 

a) I t  is  important that the aeroplane be stabilized prior to  and during 
recording data points. I n  recording data p o i n t s ,  airspeed should be 
h e l d  within approximately i 2  kt for a 15 second period with the  data 
point  being recorded a t  the approximate 2 /3  point of this period. 

b) The aeroplane should be  flown with zero s i d e - s l i p .  

c)  Fluctuations of the differential pressure gauge are ind icat ions  of 
p o s s i b l e  cone i n s t a b i l i t y  which would inva l idate  t e s t  r e s u l t s .  

d)  To avoid the p o s s i b i l i t y  o f  damaging the cone when taxiing, thus 
causing i n s t a b i l i t y  or malfunction of the cone in flight, care should 
be taken especially when taxiing to  prevent such damage, i . e .  a 
retractable sys tem could be  used,  or the  cone may be carried on a 
ground vehicle following the aeroplane to t h e  take-off p o i n t .  
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4. APPLICATION OF THE CHECK TEST 

Check t e s t s  should be carried out either when doubt arises about the 
correct functioning of the aeroplane s ta t i c  pressure system, or when modifications or 
repairs are made to t h e  aeroplane structure which could affect the static pressure system. 
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APPENDIX* 

SPECIFICATIONS FWR TRAILING CONE EQUIPMENT 
FOR A E R O P W  STATIC PRESSURE SYSTEM POSITION ERROR 
CALIBRATION BY MEANS OF TCIE TRAILING CONE METHOD 

I. General 

The specifications for the trailing cone equipment and information 
provided in the attached Douglas drawings  figure^ 2,3 and 4 )  relate to two trailing cone 
systems, namely: 

a) the standard systen (designated -1) and 

b) the high-speed system (designated -501). 

The standard system is designed for airspeeds up to 600 knots EAS and Mach numbers slightly 
greater than 1.0. The high-speed system is destgned for airspeeds up to 800 knots EAS or 
Mach numbers up to 2 . 5 .  For the range of validity of this PAMC, only a) above, i.e. the 
standard cone/system, applies. 

2. Specifications 

2.1 - Cone, This should be in accordance w i t h  the attached Douglas Drawing 
FT 7898765 (Figure 21 ,  except that the material need not be "epoxy glass roving" and 
"epoxy unidirect ional glass tape", provided the material is the equivalent in fibreglass/ 
resin combination as to thickness and/or rigidity. 

2.2 Static Orifice Sleeve. Cone and Line Assembly. This should be i n  accord- 
ance with the attached Douglas Drawing FT 7898766 (Figure 3 ) ,  except that: 

a) or i f i ce  holes should be precision-drilled; 

b) orifice holes forward o f  the apex of the cone should be not less 
than the dimensions shown on the Douglas drawings. 

2.3 Installation Techniques of the Trailing Cone System. These should be i n  
accordance with the attached Douglas Drawing FT 7754389 (Figure 4). 

2.4 Differential Pressure Gauge. An accurate, small-range differential 
pressure gauge should be used, The range should be sufficient to provide as much scale 

* Wording of the Appendix, as compared to that in the Report of the Airworthiness 
Committee Seventh Meeting (Doc 8653-hN/887), has been s l i gh t ly  changed t o  ref lect  
amendments incorporated by the Douglas Aircraft Company in their drawings. The 
amended drawings were received from the company in March 1967. 
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resolution as poss ib le  and still cover the range o f  differential pressure expected for 
the aeroplane type being tested, The accuracy of the gauge should be t4.5 metres 
(215 feet) a t  full scale at the tes t  altitude, 

&&:- It i s  permissible t o  u t i l i z e  two gauges (one i n  the t r a i l i n g  cone/pilot system 
and one in the trailing cone/co-pilot system) t o  avoid switching. 

The equipment referred t o  in this Appendix is  based on equipment designed 
by Douglas Aircraft Company, lnc., Lang Beach, California, USA. ,  to whom reference may be 
made for further information. The trailing cone assembly described here has known perform- 
ance characteristics, 
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