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Discussion of Comments

Notice of proposed special conditions
No. 25-03-05-SC for the Embraer
Model ERJ-170 series airplane was
published in the Federal Register on
June 16, 2003 (68 FR 35612). No
comments were received, and these
special conditions are adopted as
proposed.

Applicability

As discussed above, these special
conditions are applicable to the Embraer
Model ERJ-170 series airplanes. Should
Embraer apply later for a change to the
type certificate to include another
model incorporating the same novel or
unusual design features, these special
conditions would apply to that model as
well under the provisions of § 21.101.

Under standard practice, the effective
date of final special conditions would
be 30 days after the date of publication
in the Federal Register; however, as the
certification date for the Embraer Model
ERJ-170 series airplane is imminent, the
FAA finds that good cause exists to
make these special conditions effective
upon issuance.

Conclusion

This action affects only certain novel
or unusual design features on the
Embraer Model ER]-170 series
airplanes. It is not a rule of general
applicability, and it affects only the
applicant who applied to the FAA for
approval of these features on the
airplane.

List of Subjects in 14 CFR Part 25

Aircraft, Aviation safety, Reporting
and recordkeeping requirements.

= The authority citation for these special
conditions is as follows:

Authority: 49 U.S.C. 106(g), 40113, 44701,
44702, 44704.

The Special Conditions

= Accordingly, the Federal Aviation
Administration (FAA) issues the
following special conditions as part of
the type certification basis for Embraer
Model ERJ-170 series airplanes.

Electronic Flight Controls (Command
Signal Integrity)

In addition to compliance with
§§25.671 and 25.672, the following
requirements must be met:

(a) It must be shown that either the
FBW f{light control system signals
cannot be altered unintentionally or that
altered signal characteristics would
meet the following criteria:

(1) Stable gain and phase margins are
maintained for all control surface closed
loop systems. Pilot control inputs (pilot

in the loop) are excluded from this
requirement.

(2) Sufficient pitch, roll, and yaw
control power is available to provide
control for continued safe flight and
landing, considering all the FBW flight
control system signal malfunctions that
are not extremely improbable.

(3) The effect of spurious signals on
the systems which are included in the
control surface loop must not result in
unacceptable transients or degradation
of the airplane’s performance.
Specifically, signals that would cause a
significant uncommanded motion of a
control surface actuator must be readily
detected and deactivated, or the surface
motion must be arrested by other means
in a satisfactory manner. Small
amplitude residual system oscillations
may be acceptable.

(b) It must be demonstrated that the
output from the control surface closed
loop system does not result in
uncommanded, sustained oscillations of
flight control surfaces. The effects of
minor instabilities may be acceptable,
provided that they are thoroughly
investigated, documented, and
understood.

Issued in Renton, Washington, on October
6, 2003.

Ali Bahrami,

Acting Manager, Transport Airplane
Directorate, Aircraft Certification Service.

[FR Doc. 03-25949 Filed 10-10-03; 8:45 am)|
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[Docket No. 99-NM—-67-AD; Amendment
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RIN 2120-AA64

Airworthiness Directives; Boeing
Model 747SP, 747SR, 747-100, 747—
200, and 747-300 Series Airplanes;
Equipped With Pratt & Whitney Model
JT9D-3, -7, and —7Q Series Engines
and Model JT9D-7R4G2 Engines

AGENCY: Federal Aviation
Administration, DOT.

ACTION: Final rule.

SUMMARY: This amendment supersedes
an existing airworthiness directive (AD),
applicable to certain Boeing Model
747SP, 747SR, 747-100, 747-200, and
747-300 series airplanes, that currently
requires repetitive operational tests of
the reversible gearbox pneumatic drive
unit (PDU) or the reversing air motor
PDU to ensure that the unit can restrain

the thrust reverser sleeve, and
correction of any discrepancy found.
This amendment requires installation of
a terminating modification, repetitive
functional tests of that installation to
detect discrepancies, and repair if
necessary. This amendment also
removes airplanes from the applicability
and adds certain new requirements. The
actions specified by this AD are
intended to ensure the integrity of the
fail-safe features of the thrust reverser
system by preventing possible failure
modes in the thrust reverser control
system that can result in inadvertent
deployment of a thrust reverser during
flight. This action is intended to address
the identified unsafe condition.

DATES: Effective November 18, 2003.

The incorporation by reference of
certain publications, as listed in the
regulations, is approved by the Director
of the Federal Register as of November
18, 2003.

The incorporation by reference of a
certain publication, as listed in the
regulations, was approved previously by
the Director of the Federal Register as of
September 5, 1995 (60 FR 39631, August
3, 1995).

ADDRESSES: The service information
referenced in this AD may be obtained
from Boeing Commercial Airplane
Group, P.O. Box 3707, Seattle,
Washington 98124-2207. This
information may be examined at the
Federal Aviation Administration (FAA),
Transport Airplane Directorate, Rules
Docket, 1601 Lind Avenue, SW.,
Renton, Washington; or at the Office of
the Federal Register, 800 North Capitol
Street, NW., suite 700, Washington, DC.
FOR FURTHER INFORMATION CONTACT: Dan
Kinney, Aerospace Engineer, Propulsion
Branch, ANM-140S, FAA, Seattle
Aircraft Certification Office, 1601 Lind
Avenue, SW., Renton, Washington
98055—4056; telephone (425) 917-6499;
fax (425) 917-6590.

SUPPLEMENTARY INFORMATION: A
proposal to amend part 39 of the Federal
Aviation Regulations (14 CFR part 39)
by superseding AD 95-16-02,
amendment 39-9321 (60 FR 39631,
August 3, 1995), which is applicable to
certain Boeing Model 747SP, 747SR,
747-100, —200, and —300 series
airplanes, was published as a
supplemental Notice of Proposed
Rulemaking (NPRM) in the Federal
Register on May 1, 2003 (68 FR 23235).
The action proposed to continue to
require repetitive operational tests of the
reversible gearbox pneumatic drive unit
(PDU) or the reversing air motor PDU to
ensure that the unit can restrain the
thrust reverser sleeve, and correction of
any discrepancy found. The action also
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proposed the installation of a
terminating modification, repetitive
functional tests of that installation to
detect discrepancies, and repair if
necessary. Additionally, the action also
proposed to remove airplanes from the
applicability and to add certain new
requirements.

Clarification of Applicability

The FAA has revised the applicability
paragraph of this AD by specifying the
applicable engine models for the Pratt &
Whitney Model JT9D-7 series engines
(i.e.,-7,-7A, -7F, and —-7]). We also
point out that the Model JT9D-7Q) series
engines is a separate engine series and
is not included in the Model JT9D-7
series engines. To clarify that point, we
have added a new Note 1 to advise and
clarify that this AD does not apply to
Pratt & Whitney Model JT9D-70A
engines, as those engines are not part of
the Model JT9D-7 series engines.
Subsequent notes in this AD have been
renumbered accordingly.

Comments

Interested persons have been afforded
an opportunity to participate in the
making of this amendment. Due
consideration has been given to the
comments received.

Request for Clarification of the “New
Relevant Service Information”
Paragraph

One commenter states that the
description of the new relevant service
information fails to note that changing
from three-step aisle stand clutch packs
to two-step, as described in Boeing
Service Bulletin (SB) 747-78-2152,
Revision 4, may not be necessary. The
commenter explains that Revisions 5
and 6 of that SB provide for continued
use of the three-step clutch in some
instances. Therefore, the commenter
requests that clarification to allow such
continued use of the three-step clutch
be specified in the final rule.

The FAA acknowledges that the
description in the “New Relevant
Service Information” paragraph did not
specify continued use of the three-step
clutch and agrees that clarification is
needed. We point out that the intent of
the requirements in paragraph (c)(3) of
the final rule is that the system pass all
required tests. Although the two-step
configuration is typically necessary for
the microswitch pack conversion, we
acknowledge that provision for use of
the three-step clutch is provided for in
Revisions 5 and 6 of Boeing SB 747-78—
2152. Since paragraph (c)(3) of the final
rule specifies compliance with either
Revision 5 or 6 (including the provision
for use of the three-step clutch), it is

unnecessary to revise the final rule for
that reason.

Request To Revise Specified Revision of
the Airplane Maintenance Manual
(AMM)

One commenter advises that there is
a later revision of the Boeing 747 AMM
than that revision specified as the
source of service information for the
repetitive test instructions in paragraph
(d) of the supplemental NPRM.

The FAA acknowledges that a later
revision of the AMM has been issued
and infers that the commenter is
requesting that we revise the
supplemental NPRM to specify the
newer revision of the AMM. Revising
the AD is unnecessary because, as long
as the referenced section is unchanged
in later versions of the AMM, those later
versions may be used to comply with
this AD. On the other hand, since the
AMM is not a document that is
approved by the FAA, it is possible that
a specific revision level may be revised
in such a way as to affect the
accomplishment of the AD. Therefore,
when a specific revision level is
referenced in an AD, that specific
revision has been “approved” for the
purposes of the AD. Under the
provisions of paragraph (g)(1) of the
final rule, we may approve requests for
using a later revision of the AMM that
changes the referenced section if data
are submitted to substantiate that such
use would provide an acceptable level
of safety. No change is necessary to this
AD in that regard.

Request To Extend Compliance Time
for Dispatch Limitations

One commenter notes that some
airplanes could be modified before the
effective date of the AD and could then
revert to operating with unmodified
thrust reversers installed, which would
be contrary to the requirements of
paragraph (c)(3) of the supplemental
NPRM. Therefore, the commenter
requests that, instead of the compliance
time specified in paragraph (e) of the
supplemental NPRM of “‘within 10 days
after deactivation of the thrust reverser,”
the compliance time read, “within 90
days after the effective date of the AD.”
The commenter explains that such an
extension of the compliance time would
prevent possible non-compliance with
the AD. Further, the commenter states
that there is no more risk of the
unmodified reverser deploying on a
modified airplane than on an
unmodified airplane.

The FAA does not agree that the
compliance time for paragraph (e) of
this AD should be revised. If an airplane
has one or more unmodified thrust

reverser(s) installed prior to the effective
date of the AD, it has not yet complied
with the requirements of paragraph
(c)(3) of the AD. The compliance time
for the modification required by
paragraph (c)(3) of the AD is within 48
months after the effective date of the
AD. The qualifying provisions of
paragraph (e) of the AD specifically
apply to airplanes “after incorporation
of the modification required by
paragraph (c)(3) of the AD.” We
consider the 48-month compliance time
for the modification required by
paragraph (c)(3) of the AD, plus the 10-
day dispatch limitation of the Master
Minimum Equipment List, to be
adequate time to complete the
requirements of paragraph (e) of the AD.
It is unnecessary to revise the AD for
that reason.

Conclusion

After careful review of the available
data, including the comments noted
above, the FAA has determined that air
safety and the public interest require the
adoption of the rule with the changes
previously described. The FAA has
determined that these changes will
neither increase the economic burden
on any operator nor increase the scope
of the AD.

Changes to 14 CFR Part 39/Effect on the
AD

On July 10, 2002, the FAA issued a
new version of 14 CFR part 39 (67 FR
47997, July 22, 2002), which governs the
FAA’s airworthiness directives system.
The regulation now includes material
that relates to altered products, special
flight permits, and alternative methods
of compliance (AMOCs). However, for
clarity and consistency in this final rule,
we have retained the language of the
supplemental NPRM regarding that
material.

Change to Labor Rate Estimate

We have reviewed the figures we have
used over the past several years to
calculate AD costs to operators. To
account for various inflationary costs in
the airline industry, we find it necessary
to increase the labor rate used in these
calculations from $60 per work hour to
$65 per work hour. The cost impact
information, below, reflects this
increase in the specified hourly labor
rate.

Cost Impact

There are approximately 455
airplanes of the affected design in the
worldwide fleet. The FAA estimates that
218 airplanes of U.S. registry will be
affected by this AD.
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The operational tests that are
currently required by AD 95-16-02, and
retained in this AD, take approximately
16 work hours (4 per engine) per
airplane to accomplish, at an average
labor rate of $65 per work hour. Based
on these figures, the cost impact of the
currently required actions is estimated
to be $1,040 per airplane, per test cycle.

It will take approximately 544 work
hours per airplane, to accomplish the
wiring modifications, at an average
labor rate of $65 per work hour.
Required parts will cost approximately
$21,600 per airplane. Based on these
figures, the cost impact of the wiring
modifications required by this AD on
U.S. operators is estimated to be
$12,417,280, or $56,960 per airplane.

It will take approximately 104 work
hours (26 per engine) per airplane to
accomplish the removal of the thrust
reverser sequencing mechanism and
installation of a solenoid-operated
shutoff valve, at an average labor rate of
$65 per work hour. The cost of required
parts is minimal. Based on these figures,
the cost impact of the removal and
installation required by this AD on U.S.
operators is estimated to be $1,473,680,
or $6,760 per airplane.

It will take approximately 568 work
hours per airplane to accomplish the
sync lock hardware installation, at an
average labor rate of $65 per work hour.
Required parts will cost approximately
$166,000 per airplane. Based on these
figures, the cost impact of the
installation required by this AD on U.S.
operators is estimated to be $44,236,560,
or $202,920 per airplane.

It will take approximately 8 work
hours (2 per engine) per airplane to
accomplish the functional test, at an
average labor rate of $65 per work hour.
Based on these figures, the cost impact
of the functional test required by this
AD on U.S. operators is estimated to be
$113,360, or $520 per airplane, per test
cycle.

The cost impact figures discussed
above are based on assumptions that no
operator has yet accomplished any of
the requirements of this AD action, and
that no operator would accomplish
those actions in the future if this AD
were not adopted. The cost impact
figures discussed in AD rulemaking
actions represent only the time
necessary to perform the specific actions
actually required by the AD. These
figures typically do not include
incidental costs, such as the time
required to gain access and close up,
planning time, or time necessitated by
other administrative actions.

Regulatory Impact

The regulations adopted herein will
not have a substantial direct effect on
the States, on the relationship between
the national Government and the States,
or on the distribution of power and
responsibilities among the various
levels of government. Therefore, it is
determined that this final rule does not
have federalism implications under
Executive Order 13132.

For the reasons discussed above, I
certify that this action (1) is not a
“significant regulatory action” under
Executive Order 12866; (2) is not a
“significant rule” under DOT
Regulatory Policies and Procedures (44
FR 11034, February 26, 1979); and (3)
will not have a significant economic
impact, positive or negative, on a
substantial number of small entities
under the criteria of the Regulatory
Flexibility Act. A final evaluation has
been prepared for this action and it is
contained in the Rules Docket. A copy
of it may be obtained from the Rules
Docket at the location provided under
the caption ADDRESSES.

List of Subjects in 14 CFR Part 39

Air transportation, Aircraft, Aviation
safety, Incorporation by reference,
Safety.

Adoption of the Amendment

» Accordingly, pursuant to the authority
delegated to me by the Administrator,
the Federal Aviation Administration
amends part 39 of the Federal Aviation
Regulations (14 CFR part 39) as follows:

PART 39—AIRWORTHINESS
DIRECTIVES

= 1. The authority citation for part 39
continues to read as follows:

Authority: 49 U.S.C. 106(g), 40113, 44701.

§39.13 [Amended]

m 2. Section 39.13 is amended by
removing amendment 39-9321 (60 FR
39631, August 3, 1995), and by adding a
new airworthiness directive (AD),
amendment 39-13334, to read as
follows:

2003-20-16 Boeing: Amendment 39-13334.

Docket 99-NM—67—-AD. Supersedes AD
95-16—-02, amendment 39-9321.

Applicability: Model 747SP, 747SR, 747—
100, 747-200, and 747-300 series airplanes;
equipped with Pratt & Whitney Model JT9D—
3,-7 (i.e.,-7,-7A, —7F, and -7J), and —-7Q
series engines and Model JT9D-7R4G2
engines; certificated in any category.

Note 1: This AD does not apply to Boeing
Model 747-200 series airplanes that are
equipped with Pratt & Whitney JT9D-70A
engines, as that engine is not part of the
Model JT9D-7 series engines.

Note 2: This AD applies to each airplane
identified in the preceding applicability
provision, regardless of whether it has been
modified, altered, or repaired in the area
subject to the requirements of this AD. For
airplanes that have been modified, altered, or
repaired so that the performance of the
requirements of this AD is affected, the
owner/operator must request approval for an
alternative method of compliance in
accordance with paragraph (g)(1) of this AD.
The request should include an assessment of
the effect of the modification, alteration, or
repair on the unsafe condition addressed by
this AD; and, if the unsafe condition has not
been eliminated, the request should include
specific proposed actions to address it.

Compliance: Required as indicated, unless
accomplished previously.

To ensure the integrity of the fail-safe
features of the thrust reverser system by
preventing possible failure modes in the
thrust reverser control system that can result
in inadvertent deployment of a thrust
reverser during flight, accomplish the
following:

Restatement of Requirements of AD
95-16-02

Operational Test

(a) Within 90 days after September 5, 1995
(the effective date of AD 95-16—02,
amendment 39-9321), perform an
operational test of the reversible gearbox
pneumatic drive unit (PDU) or the reversing
air motor PDU to ensure that the unit can
restrain the thrust reverser sleeve, in
accordance with Boeing Alert Service
Bulletin 747-78A2131, dated September 15,
1994. Repeat the test thereafter at intervals
not to exceed 2,000 flight hours until
accomplishment of paragraph (c) of this AD.

Note 3: Paragraph (a) of this AD merely
restates the requirements of paragraph (a) of
AD 95-16-02. The intent of including this
paragraph is to ensure that the currently
required repetitive tests continue to be done
until the terminating modifications specified
in paragraph (c) of this AD are installed.

Corrective Action

(b) If any of the tests required by paragraph
(a) of this AD cannot be successfully
performed, or if any discrepancy is found
during those tests, accomplish either
paragraph (b)(1) or (b)(2) of this AD.

(1) Prior to further flight, correct any
discrepancy found, in accordance with
Boeing Alert Service Bulletin 747-78A2131,
dated September 15, 1994. Or

(2) The airplane may be operated in
accordance with the provisions and
limitations specified in an operator’s FAA-
approved Minimum Equipment List (MEL),
provided that no more than one thrust
reverser on the airplane is inoperative.

New Requirements of This AD

Modifications

(c) Within 48 months after the effective
date of this AD, accomplish the requirements
of paragraphs (c)(1), (c)(2), and (c)(3) of this
AD. Accomplishment of the actions required
by this paragraph constitutes terminating
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action for the repetitive tests required by
paragraph (a) of this AD.

(1) Install provisional wiring for the
additional locking system on the thrust
reversers, in accordance with the
Accomplishment Instructions of Boeing
Service Bulletin 747-78-2134, Revision 3,
dated March 19, 1998.

(2) Remove the thrust reverser sequencing
mechanism and install a solenoid-operated
shutoff valve in accordance with Boeing
Service Bulletin 747-78-2052, Revision 5,
dated February 22, 1996.

(3) Install an additional locking system on
each thrust reverser in accordance with the
Accomplishment Instructions of Boeing
Service Bulletin 747-78-2152, Revision 5,
dated June 14, 2001; or Revision 6, dated
October 24, 2002.

Repetitive Tests

(d) Within 3,000 flight hours after
accomplishment of paragraph (c) of this AD:
Perform a functional test to detect
discrepancies of the additional locking
system on each thrust reverser in accordance
with the procedures described in the Boeing
747 Airplane Maintenance Manual (AMM),
Section 78—-34—11, dated October 25, 1997.
Prior to further flight, correct any
discrepancy detected and repeat the
functional test of that repair in accordance
with the procedures described in the AMM.
Repeat the functional tests thereafter at
intervals not to exceed 3,000 flight hours.

Dispatch Limitations

(e) If, after incorporation of the
modification required by paragraph (c)(3) of
this AD on any airplane, it becomes
necessary to install a thrust reverser assembly
that does not have the additional locking
system installed, dispatch of the airplane is
allowed in accordance with the provisions
and limitations specified in the operator’s
FAA-approved Master Minimum Equipment
List, provided that the thrust reverser
assembly that does not have the additional
locking system installed is deactivated in
accordance with Item 78-1, Section 2, of
Boeing Document D6-33391, “Boeing 747—
100/-200/-300/SP Dispatch Deviations
Procedures Guide,” Revision 25, dated July
26, 2002. No more than one thrust reverser
on any airplane may be deactivated under the
provisions of this paragraph. Within 10 days
after deactivation of the thrust reverser,
install a thrust reverser assembly that has the
additional locking system installed and
reactivate the thrust reverser.

(f) If, prior to incorporation of the
modification required by paragraph (c)(3) of
this AD on any airplane, it becomes
necessary to install a thrust reverser assembly
that has the additional locking system
installed, dispatch of the airplane is allowed
in accordance with the provisions and
limitations specified in the operator’s FAA-
approved Master Minimum Equipment List,
provided that the thrust reverser assembly
that has the additional locking system
installed is deactivated in accordance with
Item 781, Section 2, of Boeing Document
D6-33391, “Boeing 747—100/—200/-300/SP
Dispatch Deviations Procedures Guide,”
Revision 25, dated July 26, 2002. No more

than one thrust reverser on any airplane may
be deactivated under the provisions of this
paragraph. Within 10 days after deactivation
of the thrust reverser, install a thrust reverser
assembly that does not have the additional
locking system installed and reactivate the
thrust reverser.

Alternative Methods of Compliance

(g)(1) An alternative method of compliance
or adjustment of the compliance time that
provides an acceptable level of safety may be
used if approved by the Manager, Seattle
Aircraft Certification Office (ACO), FAA.
Operators shall submit their requests through
an appropriate FAA Principal Maintenance
Inspector, who may add comments and then
send it to the Manager, Seattle ACO.

(2) Alternative methods of compliance,
approved previously in accordance with
paragraphs (a) and (b) of AD 95-16-02,
amendment 39-9321, are approved as
alternative methods of compliance with the
corresponding paragraphs in this AD.

Note 4: Information concerning the
existence of approved alternative methods of
compliance with this AD, if any, may be
obtained from the Seattle ACO.

Special Flight Permits

(h) Special flight permits may be issued in
accordance with sections 21.197 and 21.199
of the Federal Aviation Regulations (14 CFR
21.197 and 21.199) to operate the airplane to
a location where the requirements of this AD
can be accomplished.

Incorporation by Reference

(i) Unless otherwise specified in this AD,
the actions shall be done in accordance with
Boeing Service Bulletin 747-78-2134,
Revision 3, dated March 19, 1998; Boeing
Service Bulletin 747—78-2052, Revision 5,
dated February 22, 1996; Boeing Service
Bulletin 747-78-2152, Revision 5, dated June
14, 2001; Boeing Service Bulletin 747-78—
2152, Revision 6, dated October 24, 2002;
and Boeing Alert Service Bulletin 747—
78A2131, dated September 15, 1994; as
applicable.

(1) This incorporation by reference of
Boeing Service Bulletin 747-78-2134,
Revision 3, dated March 19, 1998; Boeing
Service Bulletin 747-78-2052, Revision 5,
dated February 22, 1996; Boeing Service
Bulletin 747-78-2152, Revision 5, dated June
14, 2001; and Boeing Service Bulletin 747—
78-2152, Revision 6, dated October 24, 2002;
is approved by the Director of the Federal
Register in accordance with 5 U.S.C. 552(a)
and 1 CFR part 51.

(2) The incorporation by reference of
Boeing Alert Service Bulletin 747-78A2131,
dated September 15, 1994, was approved
previously by the Director of the Federal
Register as of September 5, 1995 (60 FR
39631, August 3, 1995).

(3) Copies may be obtained from Boeing
Commercial Airplane Group, P.O. Box 3707,
Seattle, Washington 98124-2207. Copies may
be inspected at the FAA, Transport Airplane
Directorate, 1601 Lind Avenue, SW., Renton,
Washington; or at the Office of the Federal
Register, 800 North Capitol Street, NW., suite
700, Washington, DC.

Effective Date

(j) This amendment becomes effective on
November 18, 2003.

Issued in Renton, Washington, on October
3, 2003.
Ali Bahrami,

Acting Manager, Transport Airplane
Directorate, Aircraft Certification Service.

[FR Doc. 03—25700 Filed 10-10-03; 8:45 am]
BILLING CODE 4910-13-P

DEPARTMENT OF TRANSPORTATION

Federal Aviation Administration

14 CFR Part 39

[Docket No. 2001-NE-21-AD; Amendment
39-13337; AD 2003-05-10R1]

RIN 2120-AA64

Airworthiness Directives; General
Electric Company CF34-3A1, —3B, and
—-3B1 Turbofan Engines

AGENCY: Federal Aviation
Administration, DOT.
ACTION: Final rule.

SUMMARY: This amendment revises an
existing airworthiness directive (AD),
that applies to General Electric
Company (GE) CF34-3A1, —-3B, and
—3B1 turbofan engines with scavenge
screens part numbers (P/Ns)
4047T95P01 and 5054T86G02 installed
in the B-sump oil scavenge system. That
AD currently requires initial and
repetitive visual inspections and
cleaning of the B-sump scavenge screens
until a screenless fitting is installed.
This amendment requires the same
initial and repetitive visual inspections
and cleaning of the B-sump scavenge
screens until a screenless fitting is
installed. This amendment also corrects
a typographical error, and introduces a
less restrictive terminating action
schedule. This amendment is prompted
by the need to correct a typographical
error and by the need to introduce a less
restrictive terminating action schedule.
We are issuing this AD to prevent B-
sump scavenge screen blockage due to
coking which could result in ignition of
B-sump oil in the secondary air system,
fan drive shaft separation, and
uncontained engine failure.

DATES: Effective November 18, 2003.
The incorporation by reference of
certain publications, listed in the
regulations, was approved previously by
the Director of the Federal Register as of
April 2, 2003 (68 FR 12806; March 18,
2003).

ADDRESSES: The service information
referenced in this AD may be obtained
from GE Aircraft Engines, 1000 Western
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