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History of the SAE A-10 Aircraft Oxygen Equipment Committee

1. SCOPE:
The following is the history of SAE Committee A-10.
2. HISTORY:

The SAE Committee A-10, Aircraft Oxygen Equipment, started its’existence in the ¢arly to mid-1950s
as a subcommittge of the A-9 Aerospace Environmental ControlSystems Group. If was during this
period that Boeing, Douglas, and later Convair announced the development of their|new jet-transports
which were for the first time to regularly fly to the "horrendous" altitude of 40,000 ft.| de Havilland’s
"Comet" Transpdrt was already flying at these altitudes) but with disastrous explosiye-decompression
consequences.

Because of concprns that cabin pressure decompression in these new transport aifcraft could be a
recurring hazard| a mid-1950s meeting of Industry and Government Regulatory Agéncies resulted in
the decision thatlemergency standby oxygén equipment for passengers would be grovided. The
Federal Aviation |Administration (FAA)then recognized the lack of commercial oxygen systems rules
for crew and paspenger hypoxia protection covering these altitudes. Therefore, thgy were going to
have to promulgate new Civil Aviation Regulations for these new aircraft. They asKed for help from
the Society of Aytomotive Engineers. An SAE A-9 Subcommittee, then known as "Aircraft Air
Conditioning," regponded teFAA’s request. This group formed a central forum of industry experts. In
an all-night session at Renver’'s Brown Palace Hotel, an ad-hoc subcommittee of A{9 produced a
"minimum physidlogicalrequirements" proposal, which was subsequently adopted by FAA.
Concurrent with this,effort, A-9 labored over what was to later become AIR505, "OxXygen Equipment,
Provisioning and Oseim HigiT Altitode (to 40,000 fty Commercial Transport Aircraft®; a system
performance specification.

Recognizing the need for a separate Oxygen Committee in early 1957, the SAE split-off the group
from A-9 and designated it A-10. Later in 1957, they met as the newly-formed A-10 Committee to
revise and finalize AIR505. It was completed and presented to FAA, who wrote their jet-transport CAR
(Civil Air Regulation) around it. Inexplicably, AIR505 did not finally "issue" until 1961. The reason for
this delay is lost. Issued or not, it was acknowledged to be "the only authoritative guide" of the time.
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2. (Continued):

Some of the principals (and early A-10 members) who participated in the drafting of AIR505 were: Art
Miller (Scott Aviation), Vince Blockley (North American), D. R. Good (USAF), W. P. Hannan (American
Airlines), Carl Jonasson (Boeing), R. Maddock (Douglas), Bob Stringer (Firewel), A. C. Princeau
(United Airlines), and others. Guidance on physiological needs was provided by Dr. Charles Barron

(Lockheed), and

Dr. Thrift Hanks (Boeing).
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AIR822: Oxygen Systems for General Aviation

AIR825: Oxygen Systems for Aircraft (This document covered not only systems, but outlined
physiological requirements which the oxygen systems are designed to meet. Through the years it has
become the standard for the industry.)

AS845: Smoke Protection for Crew Members
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2. (Continued):

In 1962, after chairing the committee for five years, Art Miller handed the reins over to Dick Coulter

(United Airlines).

After Art's death in January 1972, fellow A-10 member Dudley Grimm (Puritan Equipment
Incorporated) wrote a moving tribute to him: "The world of oxygen breathing equipment will benefit for
years to come from the contributions of Art Miller, a scientist, a leader of men, and a humanist".
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Committee A-10 published AIR1133A: "Chemical Oxygen-General Information," AS1303: "Portable
Chemical Oxygen," and ARP1304: "Continuous Flow Oxygen Generators."
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2. (Continued):

The commercial jet-age also caused the crew oxygen mask systems to undergo a series of

evolutionary changes. They were necessary because the jets were regularly flying

to altitudes of

40,000 ft or more, and an increased emphasis on smoke protection. Committee A-10 and its members
were a significant influence in not only writing the SAE documents for the equipment, but were also

actively engaged in developing the hardware as well.
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"boxed" or stowed in "standby" to be grasped by the user and donned in accordance with the 5 s rule.
It also represents a hygenic improvement in that, where it was previously tested by each crew member
by actually donning it and breathing into it, it is now pre-flight tested "in-situ" while remaining in its

stowage box. One of the A-10 members who led the way in development of these
regulator systems was George Gutman (Eros/Intertechnique).
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