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Hacrosmmsit 6poit Ha OduimaneH BecTHUK ¢ MyONMKYBAH Ha VMCIIAHCKM, YELIKM, TaTCKM, HEMCKM, €CTOHCKM, IPBLKH, aHIIMIICKY,
(peHCKy, MTANMAHCKM, ATBUICKY, JIMTOBCKM, YHTAPCKM, MAITUIICKH, HUIEPIAHICKY, MOJICKU, MOPTYTAJICKY, CIOBALIKM, CIIOBEHCKI,
QUHCKM M IIBETCKN €3UK.

TMonpaskara, BKITIOYEHA B HETO, CE OTHACS JI0 aKTOBe, MyONMKyBaHN Mpenyt pasimpsiBaHeTo Ha EBpornerickust cbio3 ot 1 syapu 2007 .

El presente Diario Oficial se publica en espariol, checo, danés, alemdn, estonio, griego, inglés, francés, italiano, leton, lituano,
hingaro, maltés, neerlandés, polaco, portugués, eslovaco, esloveno, finés y sueco.

Las correcciones de errores que contiene se refieren a los actos publicados con anterioridad a la ampliacion de la Unién
Europea del 1 de enero de 2007.

Tento Utedni véstnik se vydava ve $panélsting, ¢esting, danstiné, némcing, estonsting, fecting, anglicting, francouzsting, italsting,
lotysting, litev§ting, madarsting, malttin€, nizozemsting, polsting, portugalsting, slovensting, slovinsting, finstiné a $védstiné.

Oprava zde uvedend se vztahuje na akty uvefejnéné pfed rozsifenim Evropské unie dne 1. ledna 2007.

Denne EU-Tidende offentliggeres pa dansk, engelsk, estisk, finsk, fransk, graesk, italiensk, lettisk, litauisk, maltesisk, nederlandsk,
polsk, portugisisk, slovakisk, slovensk, spansk, svensk, tjekkisk, tysk og ungarsk.

Berigtigelserne heri henviser til retsakter, som blev offentliggjort for udvidelsen af Den Europaiske Union den 1. januar 2007.

Dieses Amtsblatt wird in Spanisch, Tschechisch, Danisch, Deutsch, Estnisch, Griechisch, Englisch, Franzosisch, Italienisch,
Lettisch, Litauisch, Ungarisch, Maltesisch, Niederlindisch, Polnisch, Portugiesisch, Slowakisch, Slowenisch, Finnisch und
Schwedisch veroffentlicht.

Die darin enthaltenen Berichtigungen beziehen sich auf Rechtsakte, die vor der Erweiterung der Europdischen Union am
1. Januar 2007 veroffentlicht wurden.

Kiesolev Euroopa Liidu Teataja ilmub hispaania, tSehhi, taani, saksa, eesti, kreeka, inglise, prantsuse, itaalia, lati, leedu, ungari,
malta, hollandi, poola, portugali, slovaki, slovneeni, soome ja rootsi keeles.

Selle parandustega viidatakse aktidele, mis on avaldatud enne Euroopa Liidu laienemist 1. jaanuaril 2007.

H napovoa Enionpn Egnpepida dnpocievetar oty 1omavikr, Toexiki, davikn, yeppavikr), eavovikr), eAAnvikr), ayyNikr, yaANikn, rrakikr,
\ettovik, Aouavikr, ouyypikr, paAteCikn, oMavdwkr), mohwvik, moptoyalikr], ohofakikr, ohofevikr, @wAavdikn kar coundikn
yhoooa.

Ta Sopdwtikd mou mep\apfaver avagépoviar oe mpdaelg mou dnpoctevdnkav mpw and ) dielpuvor g Eupondikis Eveone v
11 lavouapiou 2007.

This Official Journal is published in Spanish, Czech, Danish, German, Estonian, Greek, English, French, Italian, Latvian,
Lithuanian, Hungarian, Maltese, Dutch, Polish, Portuguese, Slovak, Slovenian, Finnish and Swedish.

The corrigenda contained herein refer to acts published prior to enlargement of the European Union on 1 January 2007.

Le présent Journal officiel est publié dans les langues espagnole, tcheque, danoise, allemande, estonienne, grecque, anglaise,
francaise, italienne, lettone, lituanienne, hongroise, maltaise, néerlandaise, polonaise, portugaise, slovaque, slovéne, finnoise et
suédoise.

Les rectificatifs qu'il contient se rapportent a des actes publiés antérieurement a I'élargissement de 'Union européenne du
1¢ janvier 2007.

La presente Gazzetta ufficiale & pubblicata nelle lingue spagnola, ceca, danese, tedesca, estone, greca, inglese, francese, italiana,
lettone, lituana, ungherese, maltese, olandese, polacca, portoghese, slovacca, slovena, finlandese e svedese.

Le rettifiche che essa contiene si riferiscono ad atti pubblicati anteriormente all'allargamento dell'Unione europea del 1° gen-
naio 2007.

Sis Oficialais Véstnesis publicéts spanu, ¢ehu, danu, vacu, igaunu, grieku, anglu, francu, italu, latviesu, lietuviesu, ungaru,
maltie$u, holandiesu, polu, portugalu, slovaku, slovénu, somu un zviedru valoda.

Seit minétie labojumi attiecas uz tiesibu aktiem, kas publicéti pirms Eiropas Savienibas paplaginaganas 2007. gada 1. janvari.

Sis Oficialusis leidinys isleistas ispany, ceky, dany, vokieciy, esty, graiky, angly, pranciizy, italy, latviy, lietuviy, vengry,
maltieciy, olandy, lenky, portugaly, slovaky, slovény, suomiy ir $vedy kalbomis.

Cia i$spausdintas teisés akty, paskelbty iki Europos Sajungos plétros 2007 m. sausio 1 d., klaidy iStaisymas.
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HU: Ez a Hivatalos Lap spanyol, cseh, ddn, német, észt, gordg, angol, francia, olasz, lett, litvin, magyar, maltai, holland, lengyel,

MT:

NL:

PL:

RO:

SK:

SL:

FI:

SV

portugdl, szlovak, szlovén, finn és svéd nyelven jelenik meg.

Az itt megjelent helyesbitések elsGsorban a 2007. janudr 1-jei eurépai uniés bdvitéssel kapcsolatos jogszabalyokra vonat-
koznak.

Dan il-Gurnal Uffi¢jali hu ppubblikat fil-ligwa Spanjola, Ceka, Daniza, Germaniza, Estonjana, Griega, Ingliza, Franciza, Taljana,
Latvjana, Litwana, Ungeriza, Maltija, Olandiza, Pollakka, Portugiza, Slovakka, Slovena, Finlandiza u Zvediza.

I-corrigenda li tinstab hawnhekk tirreferi ghal atti ppubblikati qabel it-tkabbir ta’ I-Unjoni Ewropea fl-1 ta’ Jannar 2007.

Dit Publicatieblad wordt uitgegeven in de Spaanse, de Tsjechische, de Deense, de Duitse, de Estse, de Griekse, de Engelse, de
Franse, de Italiaanse, de Letse, de Litouwse, de Hongaarse, de Maltese, de Nederlandse, de Poolse, de Portugese, de Slowaakse,
de Sloveense, de Finse en de Zweedse taal.

De rectificaties in dit Publicatieblad hebben betrekking op besluiten die vo6r de uitbreiding van de Europese Unie op 1 janu-
ari 2007 zijn gepubliceerd.

Niniejszy Dziennik Urzedowy jest wydawany w jezykach: hiszpanskim, czeskim, dunskim, niemieckim, estoniskim, greckim,
angielskim, francuskim, wloskim, totewskim, litewskim, wegierskim, maltanskim, niderlandzkim, polskim, portugalskim,
stowackim, stoweniskim, finskim i szwedzkim.

Sprostowania zawieraja odniesienia do aktéw opublikowanych przed rozszerzeniem Unii Europejskiej dnia 1 stycznia 2007 r.

O presente Jornal Oficial é publicado nas linguas espanhola, checa, dinamarquesa, alemd, estonia, grega, inglesa, francesa,
italiana, letd, lituana, hiingara, maltesa, neerlandesa, polaca, portuguesa, eslovaca, eslovena, finlandesa e sueca.

As rectificacdes publicadas neste Jornal Oficial referem-se a actos publicados antes do alargamento da Unido Europeia de
1 de Janeiro de 2007.

Prezentul Jurnal Oficial este publicat in limbile spaniold, cehd, danezd, germand, estond, greacd, englezd, francezd, italiand, letond,
lituaniand, maghiard, maltezd, olandezd, polond, portughezd, slovaci, slovend, finlandeza si suedeza.

Rectificdrile continute in acest Jurnal Oficial se referd la acte publicate anterior extinderii Uniunii Europene din 1 ianuarie
2007.

Tento tradny vestnik vychddza v $panielskom, ¢eskom, ddnskom, nemeckom, esténskom, gréckom, anglickom, franctzskom,
talianskom, lotysskom, litovskom, madarskom, maltskom, holandskom, polskom, portugalskom, slovenskom, slovinskom,
finskom a §védskom jazyku.

Korigendd, ktoré obsahuje, odkazujt na akty uverejnené pred rozsirenim Eurdpskej tnie 1. janudra 2007.

Ta Uradni list je objavljen v $panskem, ¢eskem, danskem, nemskem, estonskem, grskem, angleskem, francoskem, italijanskem,
latvijskem, litovskem, madzarskem, malteskem, nizozemskem, poljskem, portugalskem, slovaskem, slovenskem, finskem in
$vedskem jeziku.

Vsebovani popravki se nanasajo na akte objavljene pred Siritvijo Evropske unije 1. januarja 2007.

Tamd virallinen lehti on julkaistu espanjan, tSekin, tanskan, saksan, viron, kreikan, englannin, ranskan, italian, latvian, liettuan,
unkarin, maltan, hollannin, puolan, portugalin, slovakin, sloveenin, suomen ja ruotsin kielelld.

Lehden sisdltdimat oikaisut liittyvit ennen Euroopan unionin laajentumista 1. tammikuuta 2007 julkaistuihin sdaadoksiin.

Denna utgava av Europeiska unionens officiella tidning publiceras pa spanska, tjeckiska, danska, tyska, estniska, grekiska, engelska,
franska, italienska, lettiska, litauiska, ungerska, maltesiska, nederldndska, polska, portugisiska, slovakiska, slovenska, finska och
svenska.

Rittelserna som den innehéller avser rittsakter som publicerades fore utvidgningen av Europeiska unionen den 1 januari
2007.
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CORRIGENDA

Corrigendum to Regulation No 49 of the Economic Commission for Europe of the United Nations (UN/ECE) —

Uniform provisions concerning the approval of compression-ignition (C.I) and natural gas (NG) engines as well as

positive-ignition (P.I.) engines fuelled with liquefied petroleum gas (LPG) and vehicles equipped with C.I. and NG
engines and P.I. engines fuelled with lpg, with regard to the emissions of pollutants by the engine

(Official Journal of the European Union L 375 of 27 December 2006)

Regulation No 49 should read as follows:

Regulation No 49 of the Economic Commission for Europe of the United Nations (UN/ECE) — Uniform

provisions concerning the approval of compression-ignition (C.I.) and natural gas (NG) engines as well

as positive-ignition (P.I) engines fuelled with liquefied petroleum gas (LPG) and vehicles equipped

with c.i. and ng engines and P.I. engines fuelled with Ipg, with regard to the emissions of pollutants
by the engine

Revision 3

Incorporating:

01 series of amendments — Date of entry into force: 14 May 1990

02 series of amendments — Date of entry into force: 30 December 1992

Corrigendum 1 to the 02 series of amendments subject of depositary notification
C.N.232.1992.TREATIES-32 dated 11 September 1992

Corrigendum 2 to the 02 series of amendments subject of depositary notification
C.N.353.1995.TREATIES-72 dated 13 November 1995

Corrigendum 1 to Revision 2 (Erratum — English only)

Supplement 1 to the 02 series of amendments — Date of entry into force: 18 May 1996

Supplement 2 to the 02 series of amendments — Date of entry into force: 28 August 1996

Corrigendum 1 to Supplement 1 to the 02 series of amendments subject of depositary notification
C.N.426.1997.TREATIES-96 dated 21 November 1997

Corrigendum 2 to Supplement 1 to the 02 series of amendments subject of depositary notification
C.N.272.1999.TREATIES-2 dated 12 April 1999

Corrigendum 1 to Supplement 2 to the 02 series of amendments subject of depositary notification
C.N.271.1999.TREATIES-1 dated 12 April 1999

03 series of amendments — Date of entry into force: 27 December 2001

04 series of amendments — Date of entry into force: 31 January 2003

1. SCOPE

This Regulation applies to the emission of gaseous and particulate pollutants from C.I. and NG
engines and P.I. engines fuelled with LPG, used for driving motor vehicles having a design speed
exceeding 25 km/h of categories (*) (2) M; having a total mass exceeding 3,5 tonnes, M,, M;, N,
N, and N;.

(") In conformity with annex 7 of the Consolidated Resolution on the Construction of Vehicles (R.E.3), (TRANS/WP.29/78/

Rev.1/Amend.2).

(?) Engines used by category Ny, N, and M, power-driven vehicles are not approved according to this Regulation, pro-
vided that such vehicles are approved according to Regulation No 83.
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2.1.

2.2.

2.3.

2.4.

2.5.

2.6.

2.7.

2.8.

2.9.

2.15.

DEFINITIONS AND ABBREVIATIONS
For the purposes of this Regulation:

‘test cycle’ means a sequence of test points each with a defined speed and torque to be followed by
the engine under steady state (ESC test) or transient operating conditions (ETC, ELR test);

‘approval of an engine (engine family)’ means the approval of an engine type (engine family) with
regard to the level of the emission of gaseous and particulate pollutants;

‘diesel engine’ means an engine which works on the compression-ignition principle;
‘gas engine’ means an engine, which is fuelled with natural gas (NG) or liquid petroleum gas (LPG);

‘engine type’ means a category of engines which do not differ in such essential respects as engine
characteristics as defined in annex 1 to this Regulation;

‘engine family’ means a manufacturers grouping of engines which, through their design as defined
in annex 1, appendix 2 to this Regulation, have similar exhaust emission characteristics; all mem-
bers of the family must comply with the applicable emission limit values;

‘parent engine’ means an engine selected from an engine family in such a way that its emissions
characteristics will be representative for that engine family;

‘gaseous pollutants’ means carbon monoxide, hydrocarbons (assuming a ratio of CH, 4 for diesel,
CH, 5,5 for LPG and an assumed molecule CH;0, s for ethanol-fuelled diesel engines), non-
methane hydrocarbons (assuming a ratio of CH, 45 for diesel fuel, CH, 5,5 for LPG and CH, o5 for
NG), methane (assuming a ratio of CH, for NG) and oxides of nitrogen, the last-named being
expressed in nitrogen dioxide (NO,) equivalent;

‘particulate pollutants’ means any material collected on a specified filter medium after diluting the
exhaust with clean filtered air so that the temperature does not exceed 325 K (52 °C);

‘smoke’ means particles suspended in the exhaust stream of a diesel engine which absorb, reflect,
or refract light;

‘net power’ means the power in ECE kW obtained on the test bench at the end of the crankshaft,
or its equivalent, measured in accordance with the method of measuring power as set out in Regu-
lation No 24.

‘declared maximum power (P,,,,)’ means the maximum power in ECE kW (net power) as declared
by the manufacturer in his application for approval;

‘per cent load’ means the fraction of the maximum available torque at an engine speed;

‘ESC test’ means a test cycle consisting of 13 steady state modes to be applied in accordance with
paragraph 5.2. of this Regulation;

‘ELR test’ means a test cycle consisting of a sequence of load steps at constant engine speeds to be
applied in accordance with paragraph 5.2. of this Regulation;

‘ETC test’ means a test cycle consisting of 1 800 second-by-second transient modes to be applied
in accordance with paragraph 5.2. of this Regulation;

‘engine operating speed range’ means the engine speed range, most frequently used during engine
field operation, which lies between the low and high speeds, as set out in annex 4 to this Regula-
tion;
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2.16.

2.17.

2.18.

2.19.

2.20.

2.21.

2.22.

2.23.

2.24.

2.25.

2.26.

2.27.

2.28.

2.29.

2.30.

‘low speed (n;,)’ means the lowest engine speed where 50 per cent of the declared maximum power
occurs;

‘high speed (n,;)’ means the highest engine speed where 70 per cent of the declared maximum
power occurs;

‘engine speeds A, B and C' means the test speeds within the engine operating speed range to be
used for the ESC test and the ELR test, as set out in annex 4, appendix 1 to this Regulation;

‘control area’ means the area between the engine speeds A and C and between 25 to 100 per cent
load;

‘reference speed (n,.)’ means the 100 per cent speed value to be used for denormalizing the rela-
tive speed values of the ETC test, as set out in annex 4, appendix 2 to this Regulation;

‘opacimeter’ means an instrument designed to measure the opacity of smoke particles by means of
the light extinction principle;

‘NG gas range’ means one of the H or L range as defined in European Standard EN 437, dated
November 1993;

‘self adaptability’ means any engine device allowing the air/fuel ratio to be kept constant;

‘recalibration’ means a fine-tuning of a NG engine in order to provide the same performance (power,
fuel consumption) in a different range of natural gas;

‘Wobbe Index (lower W;; or upper W)’ means the ratio of the corresponding calorific value of a
gas per unit volume and the square root of its relative density under the same reference conditions:

W= Hgas x ’\/pair / pgas

‘A-shift factor (S,)’ means an expression that describes the required flexibility of the engine manage-
ment system regarding a change of the excess-air ratio \ if the engine is fuelled with a gas compo-
sition different from pure methane (see annex 8 for the calculation of §,).

‘EEV’ means Enhanced Environmentally Friendly Vehicle which is a type of vehicle propelled by an
engine complying with the permissive emission limit values given in row C of the Tables in para-
graph 5.2.1. of this Regulation;

‘Defeat Device’ means a device which measures, senses or responds to operating variables (e.g.
vehicle speed, engine speed, gear used, temperature, intake pressure or any other parameter) for
the purpose of activating, modulating, delaying or deactivating the operation of any component
or function of the emission control system such that the effectiveness of the emission control sys-
tem is reduced under conditions encountered during normal vehicle use unless the use of such a
device is substantially included in the applied emission certification test procedures.

‘Auxiliary control device’ means a system, function or control strategy installed to an engine or on
a vehicle, that is used to protect the engine and|or its ancillary equipment against operating con-
ditions that could result in damage or failure, or is used to facilitate engine starting. An auxiliary
control device may also be a strategy or measure that has been satisfactorily demonstrated not to
be a defeat device.

‘Irrational emission control strategy’ means any strategy or measure that, when the vehicle is oper-
ated under normal conditions of use, reduces the effectiveness of the emission control system to a
level below that expected on the applicable emission test procedures.
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2.31.1.
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Figure 1: Specific definitions of the test cycles
Symbols and Abbreviations
Symbols for Test Parameters
Symbol Unit Term
A, m? Cross sectional area of the isokinetic sampling probe
A m? Cross sectional area of the exhaust pipe
CE; — Ethane efficiency
CEy — Methane efficiency
C1 — Carbon 1 equivalent hydrocarbon
conc ppm/vol% Subscript denoting concentration
D, m’[s Intercept of PDP calibration function
DF — Dilution factor
D — Bessel function constant
E — Bessel function constant
E, g/kWh Interpolated NO, emission of the control point
f, — Laboratory atmospheric factor
f. s7! Bessel filter cut-off frequency
Fen — Fuel specific factor for the calculation of wet concentration for
dry concentration
Fq — Stoichiometric factor
Garw kg/h Intake air mass flow rate on wet basis
Gamb kg/h Intake air mass flow rate on dry basis
Gpw kg/h Dilution air mass flow rate on wet basis
Grprw kg/h Equivalent diluted exhaust gas mass flow rate on wet basis
Gixpw kg/h Exhaust gas mass flow rate on wet basis
GrugL kg/h Fuel mass flow rate
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Symbol Unit Term

Grorw kg/h Diluted exhaust gas mass flow rate on wet basis

H MJ/m’ Calorific value

Hygr glkg Reference value of absolute humidity (10,71 g/kg)

H, glkg Absolute humidity of the intake air

Hy glkg Absolute humidity of the dilution air

HTCRAT mol/mol Hydrogen-to-Carbon ratio

I — Subscript denoting an individual mode

K — Bessel constant

K m’ Light absorption coefficient

Kyp — Humidity correction factor for NO, for diesel engines

Kic — Humidity correction factor for NO, for gas engines

Ky CFV calibration function

Ky a — Dry to wet correction factor for the intake air

Kw.a — Dry to wet correction factor for the dilution air

Ky — Dry to wet correction factor for the diluted exhaust gas

Ky — Dry to wet correction factor for the raw exhaust gas

L % Percent torque related to the maximum torque for the test
engine

L, m Effective optical path length

M Slope of PDP calibration function

Mass glhorg Subscript denoting emissions mass flow (rate)

Mpp, kg Mass of the dilution air sample passed through the particulate
sampling filters

My mg Particulate sample mass of the dilution air collected

M; mg Particulate sample mass collected

M, mg Particulate sample mass collected on primary filter

Mgy, mg Particulate sample mass collected on back-up filter

Mgam kg Mass of the diluted exhaust sample passed through the par-
ticulate sampling filters

Mg kg Mass of secondary dilution air

Miorw kg Total CVS mass over the cycle on wet basis

Mrotw.i kg Instantaneous CVS mass on wet basis

N % Opacity

Np . Total revolutions of PDP over the cycle

Np; — Revolutions of PDP during a time interval

N min~! Engine speed

np 57! PDP speed

ny, min~" High engine speed

ny, min™! Low engine speed
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Symbol Unit Term
0o min~’ Reference engine speed for ETC test
Pa kPa Saturation vapour pressure of the engine intake air
Pa kPa Absolute pressure
Ps kPa Total atmospheric pressure
Pa kPa Saturation vapour pressure of the dilution air
Ps kPa Dry atmospheric pressure
P1 kPa Pressure depression at pump inlet
P(a) kw Power absorbed by auxiliaries to be fitted for test
P(b) kW Power absorbed by auxiliaries to be removed for test
P(n) kw Net power non-corrected
P(m) kw Power measured on test bed
Q — Bessel constant
Q, m’[s CVS volume flow rate
q — Dilution ratio
r — Ratio of cross sectional areas of isokinetic probe and exhaust
pipe
R, % Relative humidity of the intake air
Ry % Relative humidity of the dilution air
R, — FID response factor
p kg/m’ Density
S kw Dynamometer setting
S, m! Instantaneous smoke value
Sy — \-shift factor
T K Absolute temperature
T, K Absolute temperature of the intake air
t S Measuring time
t, s Electrical response time
t S Filter response time for Bessel function
t, s Physical response time
At s Time interval between successive smoke data (= 1/sampling
rate)
At s Time interval for instantaneous CFV flow
T % Smoke transmittance
Vo m’|rev PDP volume flow rate at actual conditions
W — Wobbe index
W, kWh Actual cycle work of ETC
W kWh Reference cycle work of ETC
WF — Weighting factor
WF, — Effective weighting factor
X, m’[rev Calibration function of PDP volume flow rate
: m™! 1 s Bessel averaged smoke value
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2.31.2.

2.31.3.

3.2.

3.2.1.

Symbols for the Chemical Components
CH, Methane

C,H, Ethane

C,H,;OH Ethanol

C;Hq Propane

Co Carbon monoxide

DOP Di-octylphtalate

co, Carbon dioxide

HC Hydrocarbons

NMHC  Non-methane hydrocarbons

NO, Oxides of nitrogen
NO Nitric oxide

NO, Nitrogen dioxide
PT Particulates
Abbreviations

CFV  Critical flow venturi

CLD Chemiluminescent detector

ELR  European Load Response Test
ESC  European Steady State Cycle

ETC  European Transient Cycle

FID  Flame lonisation Detector

GC  Gas Chromatograph

HCLD Heated Chemiluminescent Detector
HFID Heated Flame lonisation Detector
LPG  Liquefied Petroleum Gas

NDIR Non-Dispersive Infrared Analyser
NG  Natural Gas

NMC Non-Methane Cutter

APPLICATION FOR APPROVAL

Application for approval of an engine as a separate technical unit

The application for approval of an engine type with regard to the level of the emission of gaseous
and particulate pollutants is submitted by the engine manufacturer or by his duly accredited
representative.

It shall be accompanied by the necessary documents in triplicate. It will at least include the essen-
tial characteristics of the engine as referred to in annex 1 to this Regulation.

An engine conforming to the ‘engine type’ characteristics described in annex 1 shall be submitted
to the technical service responsible for conducting the approval tests defined in paragraph 5.

Application for approval of a vehicle type in respect of its engine

The application for approval of a vehicle type with regard to emission of gaseous and particulate
pollutants by its engine is submitted by the vehicle manufacturer or his duly accredited represen-
tative.
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3.2.2.

3.2.2.1.

3.2.2.2.

3.2.2.3.

3.3.

3.3.2.1.

4.1.

It shall be accompanied by the necessary documents in triplicate. It will at least include:

The essential characteristics of the engine as referred to in annex 1;

A description of the engine related components as referred to in annex 1;

A copy of the type approval communication form (annex 2A) for the engine type installed.

Application for approval for a vehicle type with an approved engine

The application for approval of a vehicle with regard to emission of gaseous and particulate pol-
lutants by its approved diesel engine or engine family and with regard to the level of the emission
of gaseous pollutants by its approved gas engine or engine family must be submitted by the vehicle
manufacturer or a duly accredited representative.

It must be accompanied by the necessary documents in triplicate and the following particulars:

a description of the vehicle type and of engine-related vehicle parts comprising the particulars
referred to in annex 1, as applicable, and a copy of the approval communication form (annex 2a)
for the engine or engine family, if applicable, as a separate technical unit which is installed in the
vehicle type.

APPROVAL

Universal fuel approval

A universal fuel approval is granted subject to the following requirements:

In the case of diesel fuel: if pursuant to paragraphs 3.1., 3.2. or 3.3. of this Regulation, the engine
or vehicle meets the requirements of paragraphs 5, 6 and 7 below on the reference fuel specified
in annex 5 of this Regulation, approval of that type of engine or vehicle must be granted.

In the case of natural gas the parent engine should demonstrate its capability to adapt to any fuel
composition that may occur across the market. In the case of natural gas there are generally two types
of fuel, high calorific fuel (H-gas) and low calorific fuel (L-gas), but with a significant spread within
both ranges; they differ significantly in their energy content expressed by the Wobbe Index and in
their A-shift factor (S,). The formulae for the calculation of the Wobbe index and S, are given in
paragraphs 2.25. and 2.26. Natural gases with a A-shift factor between 0,89 and 1,08
(0,89 < S, < 1,08) are considered to belong to H-range, while natural gases with a A-shift factor
between 1,08 and 1,19 (1,08 < S, < 1,19) are considered to belong to L-range. The composition of
the reference fuels reflects the extreme variations of S,.

The parent engine must meet the requirements of this Regulation on the reference fuels GR (fuel 1)
and G25 (fuel 2), as specified in annex 6, without any readjustment to the fuelling between the
two tests. However, one adaptation run over one ETC cycle without measurement is permitted
after the change of the fuel. Before testing, the parent engine must be run-in using the procedure
given in paragraph 3 of appendix 2 to annex 4.
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4.1.2.1.

4.1.3.1.

4.1.5.1.

On the manufacturer’s request the engine may be tested on a third fuel (fuel 3) if the A-shift factor
(S)) lies between 0,89 (i.e. the lower range of GR) and 1,19 (i.e. the upper range of G25), for
example when fuel 3 is a market fuel. The results of this test may be used as a basis for the evalu-
ation of the conformity of production.

In the case of an engine fuelled with natural gas which is self-adaptive for the range of H-gases on
the one hand and the range of L-gases on the other hand, and which switches between the H-range
and the L-range by means of a switch, the parent engine must be tested at each position of the switch
on the reference fuel relevant for the respective position as specified in annex 6 for each range. The
fuels are GR (fuel 1) and G23 (fuel 3) for the H-range of gases and G25 (fuel 2) and G23 (fuel 3) for
the L-range of gases. The parent engine must meet the requirements of this Regulation at both
positions of the switch without any readjustment to the fuelling between the two tests at the
respective position of the switch. However, one adaptation run over one ETC cycle without
measurement is permitted after the change of the fuel. Before testing the parent engine must be run-in
using the procedure given in paragraph 3 of appendix 2 to annex 4.

On the manufacturer’s request the engine may be tested on a third fuel instead of G23 (fuel 3) if
the A-shift factor (S,) lies between 0,89 (i.e the lower range of GR) and 1,19 (i.e. the upper range of
G25), for example when fuel 3 is a market fuel. The results of this test may be used as a basis for
the evaluation of the conformity of the production.

In the case of natural gas engines, the ratio of emission results ‘t" shall be determined for each
pollutant as follows:

emission result on reference fuel 2

r =
emission result on reference fuel 1
or,
emission result on reference fuel 2
ra = ——
emission result on reference fuel 3
and,
b emission result on reference fuel 1
r =

emission result on reference fuel 3

In the case of LPG the parent engine should demonstrate its capability to adapt to any fuel
composition that may occur across the market. In the case of LPG there are variations in C5/C,
composition. These variations are reflected in the reference fuels. The parent engine should meet the
emission requirements on the reference fuels A and B as specified in annex 7 without any
readjustment to the fuelling between the two tests. However, one adaptation run over one ETC cycle
without measurement is permitted, after the change of the fuel. Before testing the parent engine must
be run-in using the procedure defined in paragraph 3 of appendix 2 to annex 4.

The ratio of emission results ‘t" must be determined for each pollutant as follows:

emission result on reference fuel B

r =
emission result on reference fuel A
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4.2.

4.2.1.

4.2.1.1.

4.2.1.2.

4.2.1.3.

4.2.2.

4.2.2.1.

4.2.2.2.

4.2.2.3.

Granting of a fuel range restricted approval
Fuel range restricted approval is granted subject to the following requirements:

Exhaust emissions approval of an engine running on natural gas and laid out for operation on either
the range of H-gases or on the range of L-gases.

The parent engine must be tested on the relevant reference fuel as specified in annex 6 for the
relevant range. The fuels are GR (fuel 1) and G23 (fuel 3) for the H-range of gases and G25 (fuel 2)
and G23 (fuel 3) for the L-range of gases. The parent engine must meet the requirements of this
Regulation without any readjustment to the fuelling between the two tests. However, one adapta-
tion run over one ETC cycle without measurement is permitted after the change of the fuel. Before
testing the parent engine must be run-in using the procedure defined in paragraph 3 of appen-
dix 2 to annex 4.

On the manufacturer’s request the engine may be tested on a third fuel instead of G23 (fuel 3) if
the A-shift factor (S,) lies between 0,89 (i.e. the lower range of GR) and 1,19 (i.e. the upper range
of G25), for example when fuel 3 is a market fuel. The results of this test may be used as a basis
for the evaluation of the conformity of the production.

The ratio of emission results ‘r" must be determined for each pollutant as follows:

emission result on reference fuel 2

r =
emission result on reference fuel 1

or,
emission result on reference fuel 2
ra =
emission result on reference fuel 3
and,
b emission result on reference fuel 1
I‘ =

emission result on reference fuel 3

Upon delivery to the customer the engine must bear a label (see paragraph 4.11.) stating for which
range of gases the engine is approved.

Exhaust emissions approval of an engine running on natural gas or LPG and laid out for operation
on one specific fuel composition.

The parent engine must meet the emission requirements on the reference fuels GR and G25 in the
case of natural gas, or the reference fuels A and B in the case of LPG, as specified in annex 7.

Between the tests fine-tuning of the fuelling system is allowed. This fine-tuning will consist of a
recalibration of the fuelling database, without any alteration to either the basic control strategy or
the basic structure of the database. If necessary the exchange of parts that are directly related to
the amount of fuel flow (such as injector nozzles) is allowed.

On the manufacturer’s request the engine may be tested on the reference fuels GR and G23, or on
the reference fuels G25 and G23, in which case the approval is only valid for the H-range or the
L-range of gases respectively.

Upon delivery to the customer the engine must bear a label (see paragraph 4.11.) stating for which
fuel composition the engine has been calibrated.
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4.3, Exhaust emissions approval of a member of a family

43.1. With the exception of the case mentioned in paragraph 4.3.2., the approval of a parent engine
must be extended to all family members without further testing, for any fuel composition within
the range for which the parent engine has been approved (in the case of engines described in para-
graph 4.2.2) or the same range of fuels (in the case of engines described in either paragraphs 4.1.
or 4.2) for which the parent engine has been approved.

4.3.2. Secondary test engine

In case of an application for approval of an engine, or a vehicle in respect of its engine, that engine
belonging to an engine family, if the approval authority determines that, with regard to the selected
parent engine the submitted application does not fully represent the engine family defined in the
Regulation, appendix 1, an alternative and, if necessary, an additional reference test engine may be
selected by the approval authority and tested.

4.4. An approval number shall be assigned to each type approved. Its first two digits (at present 04,
corresponding to 04 series of amendments) shall indicate the series of amendments incorporating
the most recent major technical amendments made to the Regulation at the time of issue of the
approval. The same Contracting Party shall not assign the same number to another engine type or
vehicle type.

4.5. Notice of approval or of extension or of refusal of approval or production definitely discontinued
of an engine type or vehicle type pursuant to this Regulation shall be communicated to the Parties
to the 1958 Agreement which apply this Regulation, by means of a form conforming to the model
in annexes 2A or 2B, as applicable, to this Regulation. Values measured during the type test shall
also be shown.

4.6. There shall be affixed, conspicuously and in a readily accessible place to every engine conforming to
an engine type approved under this Regulation, or to every vehicle conforming to a vehicle type
approved under this Regulation, an international approval mark consisting of:

4.6.1. a circle surrounding the letter ‘E’ followed by the distinguishing number of the country which has
granted approval (1);

4.6.2. the number of this Regulation, followed by the letter ‘R’, a dash and the approval number to the
right of the circle prescribed in paragraph 4.4.1.

(") 1 for Germany, 2 for France, 3 for Italy, 4 for the Netherlands, 5 for Sweden, 6 for Belgium, 7 for Hungary, 8 for the
Czech Republic, 9 for Spain, 10 for Serbia and Montenegro, 11 for the United Kingdom, 12 for Austria, 13 for
Luxembourg, 14 for Switzerland, 15 (vacant), 16 for Norway, 17 for Finland, 18 for Denmark, 19 for Romania, 20 for
Poland, 21 for Portugal, 22 for the Russian Federation, 23 for Greece, 24 for Ireland, 25 for Croatia, 26 for Slovenia,
27 for Slovakia, 28 for Belarus, 29 for Estonia, 30 (vacant), 31 for Bosnia and Herzegovina, 32 for Latvia, 33 (vacant),
34 for Bulgaria, 35 (vacant), 36 for Lithuania, 37 for Turkey, 38 (vacant), 39 for Azerbaijan, 40 for The former Yugo-
slav Republic of Macedonia, 41 (vacant), 42 for the European Community (Approvals are granted by its Member States
using their respective ECE symbol), 43 for Japan, 44 (vacant), 45 for Australia, 46 for Ukraine, 47 for South Africa,
48 for New Zealand, 49 for Cyprus, 50 for Malta and 51 for the Republic of Korea. Subsequent numbers shall be
assigned to other countries in the chronological order in which they ratify or accede to the Agreement Concerning the
Adoption of Uniform Technical Prescriptions for Wheeled Vehicles, Equipment and Parts which can be Fitted and/or
be Used on Wheeled Vehicles and the Conditions for Reciprocal Recognition of Approvals Granted on the Basis of
these Prescriptions, and the numbers thus assigned shall be communicated by the Secretary-General of the United
Nations to the Contracting Parties to the Agreement.
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4.6.3.

4.6.3.1.

4.6.3.1.1.

4.6.3.1.2.

4.6.3.1.3.

4.6.3.1.4.

4.6.3.1.5.

4.6.3.1.6.

4.7.

4.8.

4.9.

4.10.

4.10.1.

4.10.2.

However, the approval mark must contain an additional character after the letter ‘R’, the purpose of
which is to distinguish the emission limit values for which the approval has been granted. For those
approvals issued to indicate compliance with the limits contained in Row A of the relevant table(s)
in paragraph 5.2.1., the letter ‘R’ will be followed by the Roman number T. For those approvals issued
to indicate compliance with the limits contained in Row B1 of the relevant table(s) in
paragraph 5.2.1., the letter ‘R’ will be followed by the Roman number ‘Il’. For those approvals issued
to indicate compliance with the limits contained in Row B2 of the relevant table(s) in
paragraph 5.2.1., the letter ‘R’ will be followed by the Roman number ‘III'. For those approvals issued
to indicate compliance with the limits contained in Row C of the relevant table(s) in paragraph 5.2.1.,
the letter ‘R’ will be followed by the Roman number V.

For NG fuelled engines the approval mark must contain a suffix after the national symbol, the
purpose of which is to distinguish which range of gases the approval has been granted. This mark
will be as follows;

H in case of the engine being approved and calibrated for the H-range of gases;

L in case of the engine being approved and calibrated for the L-range of gases;

HL in case of the engine being approved and calibrated for both the H-range and L-range of gases;

H, in case of the engine being approved and calibrated for a specific gas composition in the H-range
of gases and transformable to another specific gas in the H-range of gases by fine tuning of the
engine fuelling;

L, in case of the engine being approved and calibrated for a specific gas composition in the L-range
of gases and transformable to another specific gas in the L-range of gases after fine tuning of the
engine fuelling;

HL, in the case of the engine being approved and calibrated for a specific gas composition in either
the H-range or the L-range of gases and transformable to another specific gas in either the H-range
or the L-range of gases by fine tuning of the engine fuelling.

If the vehicle or engine conforms to an approved type under one or more other Regulations annexed
to the Agreement, in the country which has granted approval under this Regulation, the symbol
prescribed in paragraph 4.6.1. need not be repeated. In such a case, the Regulation and approval
numbers and the additional symbols of all the Regulations under which approval has been granted
under this Regulation shall be placed in vertical columns to the right of the symbol prescribed in
paragraph 4.6.1.

The approval mark shall be placed close to or on the data plate affixed by the manufacturer to the
approved type.

Annex 3 to this Regulation gives examples of arrangements of approval marks.

The engine approved as a technical unit must bear, in addition to the approved mark:

the trademark or trade name of the manufacturer of the engine;

the manufacturer’s commercial description.
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4.11.

4.11.1.

4.11.2.

4.11.3.

4.12.

4.13.

5.1.

5.1.1.1.

Labels

In the case of NG and LPG fuelled engines with a fuel range restricted type approval, the following
labels are applicable:

Content
The following information must be given:

In the case of paragraph 4.2.1.3, the label shall state ‘ONLY FOR USE WITH NATURAL GAS
RANGE H'. If applicable, ‘H’ is replaced by ‘L.

In the case of paragraph 4.2.2.3, the label shall state ‘ONLY FOR USE WITH NATURAL GAS
SPECIFICATION ..." or ‘ONLY FOR USE WITH LIQUEFIED PETROLEUM GAS SPECIFICATION ...,
as applicable. All the information in the relevant table(s) in Annex 6 or 7 shall be given with the
individual constituents and limits specified by the engine manufacturer.

The letters and figures must be at least 4 mm in height.

Note: If lack of space prevents such labelling, a simplified code may be used. In this event, explanatory notes
containing all the above information must be easily accessible to any person filling the fuel tank or
performing maintenance or repair on the engine and its accessories, as well as to the authorities con-
cerned. The site and content of these explanatory notes will be determined by agreement between the
manufacturer and the approval authority.

Properties

Labels must be durable for the useful life of the engine. Labels must be clearly legible and their
letters and figures must be indelible. Additionally, labels must be attached in such a manner that
their fixing is durable for the useful life of the engine, and the labels cannot be removed without
destroying or defacing them.

Placing

Labels must be secured to an engine part necessary for normal engine operation and not normally
requiring replacement during engine life. Additionally, these labels must be located so as to be
readily visible to the average person after the engine has been completed with all the auxiliaries
necessary for engine operation.

In case of an application for type-approval for a vehicle type in respect of its engine, the marking
specified in paragraph 4.11. must also be placed close to fuel filling aperture.

In case of an application for type-approval for a vehicle type with an approved engine, the mark-
ing specified in paragraph 4.11. must also be placed close to the fuel filling aperture.

SPECIFICATIONS AND TESTS

General

Emission control equipment

The components liable to affect the emission of gaseous and particulate pollutants from diesel
engines and the emission of gaseous pollutants from gas engines shall be so designed, constructed,
assembled and installed as to enable the engine, in normal use, to comply with the provisions of
this Regulation.
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5.1.2.

5.1.2.1.

5.1.2.2.

5.1.2.2.1.

5.1.2.2.2.

5.1.2.2.3.

5.1.2.3.

5.1.2.4.

5.1.3.1.

Functions of emission control equipment

The use of a defeat device and/or an irrational emission control strategy is forbidden.

An auxiliary control device may be installed to an engine, or on a vehicle, provided that the device:
operates only outside the conditions specified in paragraph 5.1.2.4., or

is activated only temporarily under the conditions specified in paragraph 5.1.2.4. for such pur-
poses as engine damage protection, air-handling device protection, smoke management, cold start
or warming-up, or

is activated only by on-board signals for purposes such as operational safety and limp-home
strategies;

An engine control device, function, system or measure that operates during the conditions speci-
fied in paragraph 5.1.2.4. and which results in the use of a different or modified engine control
strategy to that normally employed during the applicable emission test cycles will be permitted if,
in complying with the requirements of paragraphs 5.1.3. andfor 5.1.4., it is fully demonstrated
that the measure does not reduce the effectiveness of the emission control system. In all other
cases, such devices shall be considered to be a defeat device.

For the purposes of paragraph 5.1.2.2., the defined conditions of use under steady state and tran-
sient conditions are:

(i) an altitude not exceeding 1 000 metres (or equivalent atmospheric pressure of 90 kPa),
(i) an ambient temperature within the range 283 to 303 K (10 to 30 °C),

(ili) engine coolant temperature within the range 343 to 368 K (70 to 95 °C).

Special requirements for electronic emission control systems
Documentation requirements

The manufacturer shall provide a documentation package that gives access to the basic design of
the system and the means by which it controls its output variables, whether that control is direct
or indirect.

The documentation shall be made available in two parts:

(@) The formal documentation package, which shall be supplied to the technical service at the
time of submission of the type-approval application, shall include a full description of the
system. This documentation may be brief, provided that it exhibits evidence that all outputs
permitted by a matrix obtained from the range of control of the individual unit inputs have
been identified. This information shall be attached to the documentation required in para-
graph 3 of this Regulation.

(b) Additional material that shows the parameters that are modified by any auxiliary control device
and the boundary conditions under which the device operates. The additional material shall
include a description of the fuel system control logic, timing strategies and switch points dur-
ing all modes of operation.

The additional material shall also contain a justification for the use of any auxiliary control
device and include additional material and test data to demonstrate the effect on exhaust emis-
sions of any auxiliary control device installed to the engine or on the vehicle.

This additional material shall remain strictly confidential and be retained by the manufacturer,
but be made open for inspection at the time of type-approval or at any time during the valid-
ity of the type-approval.
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5.1.4.1.

5.1.4.2.

5.2.

5.2.1.

To verify whether any strategy or measure should be considered a defeat device or an irrational
emission control strategy according to the definitions given in paragraphs 2.28. and 2.30., the
type-approval authority and/or the technical service may additionally request a NO, screening test
using the ETC which may be carried out in combination with either the type-approval test or the
procedures for checking the conformity of production.

As an alternative to the requirements of appendix 4 to annex 4 to this Regulation, the emissions
of NO, during the ETC screening test may be sampled using the raw exhaust gas and the technical
prescriptions of ISO FDIS 16 183, dated 15 September 2001, shall be followed.

In verifying whether any strategy or measure should be considered a defeat device or an irrational
emission control strategy according to the definitions given in paragraphs 2.28. and 2.30., an addi-
tional margin of 10 per cent, related to the appropriate NO, limit value, shall be accepted.

For approval to row A of the tables in paragraph 5.2.1., the emissions must be determined on the
ESC and ELR tests with conventional diesel engines including those fitted with electronic fuel
injection equipment, exhaust gas recirculation (EGR), and/or oxidation catalysts. Diesel engines fitted
with advanced exhaust after-treatment systems including deNOx catalysts and/or particulate traps,
must additionally be tested on the ETC test.

For approval testing to either row B1 or B2 or row C of the tables in paragraph 5.2.1. the emis-
sions must be determined on the ESC, ELR and ETC tests.

For gas engines, the gaseous emissions must be determined on the ETC test.

The ESC and ELR test procedures are described in annex 4, appendix 1, the ETC test procedure in
annex 4, Appendices 2 and 3.

The emissions of gaseous pollutants and particulate pollutants, by the engine submitted for test-
ing, if applicable, must be measured by the method described in annex 4. Annex 4, appendix 4
describes the recommended analytical systems for the gaseous and particulate pollutants and the
recommended particulate sampling systems. Other systems or analysers may be approved by the
technical service if it is found that they yield equivalent results. For a single laboratory, equivalency
is defined as the test results to fall within + 5 per cent of the test results of one of the reference
systems described herein. For particulate emissions only the full-flow dilution system is recognized
as the reference system. For introduction of a new system into the Regulation, the determination
of equivalency must be based upon the calculation of repeatability and reproducibility by an inter-
laboratory test, as described in ISO 5725.

Limit Values

The specific mass of the carbon monoxide, of the total hydrocarbons, of the oxides of nitrogen
and of the particulates, as determined on the ESC test, and of the smoke opacity, as determined on
the ELR test, must not exceed the amounts shown in Table 1.

For diesel engines that are additionally tested on the ETC test, and specifically for gas engines, the
specific masses of the carbon monoxide, of the non-methane hydrocarbons, of the methane (where
applicable), of the oxides of nitrogen and of the particulates (where applicable) must not exceed
the amounts shown in Table 2.
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5.2.2.

5.2.2.1.

5.2.3.

5.2.3.1.

5.2.3.2.

Table 1

Limit values — ESC and ELR tests

Mass of carbon Mass of nitrogen .
. Mass of hydrocar- . Mass of particu- Smoke
Row mon;)lg\clfh(co) bons (HC) g/kWh OXIgfl:\}i,I\}IIOX) lates (PT) g/kWh m!
A (2000) 2,1 0,66 5,0 0,10 0,8
0,13 (%)
B1 (2005) 1,5 0,46 3,5 0,02 0,5
B2 (2008) 1,5 0,46 2,0 0,02 0,5
C (EEV) 1,5 0,25 2,0 0,02 0,15

() For engines having a swept volume of less than 0,75 dm® per cylinder and a rated power speed of more than 3 000 min™".

1

Table 2

Limit values — ETC tests (°)

Mass of non- .
Mass of carbon Mass of meth- Mass of nitrogen .
Row monoxide (CO) Cr::;l;ir;e(lgiféoc_) ane (CH,) (9) oxides (NO,) Ma(s;rt))f( J; ar}i(;;]dﬁtes

g/kWh okWh o/kWh o/kWh 8

A (2000) 5,45 0,78 1,6 5,0 0,16

0,21 (9)

B1 (2005) 4,0 0,55 1,1 3,5 0,03
B2 (2008) 4,0 0,55 1,1 2,0 0,03
C (EEV) 3,0 0,40 0,65 2,0 0,02

(%) For engines having a swept volume of less than 0,75 dm? per cylinder and a rated power speed of more than 3 000 min™".

(°) The conditions for verifying the acceptability of the ETC tests (see annex 4, appendix 2, paragraph 3.9.) when measuring
the emissions of gas fuelled engines against the limit values applicable in row A must be re-examined and, where neces-
sary, modified in accordance with the procedure laid down in Consolidated Resolution R.E.3.

(9 For NG engines only.

(4) Not applicable for gas fuelled engines at stage A and stages B1 and B2.

Hydrocarbon measurement for diesel and gas fuelled engines

A manufacturer may choose to measure the mass of total hydrocarbons (THC) on the ETC test
instead of measuring the mass of non-methane hydrocarbons. In this case, the limit for the mass
of total hydrocarbons is the same as shown in table 2 for the mass of non-methane hydrocarbons.

Specific requirements for diesel engines

The specific mass of the oxides of nitrogen measured at the random check points within the con-
trol area of the ESC test must not exceed by more than 10 per cent the values interpolated from
the adjacent test modes (reference annex 4, appendix 1 paragraphs 4.6.2. and 4.6.3.).

The smoke value on the random test speed of the ELR must not exceed the highest smoke value of
the two adjacent test speeds by more than 20 per cent, or by more than 5 per cent of the limit
value, whichever is greater.
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6.1.

6.1.1.

6.1.2.

7.1.

7.1.2.

INSTALLATION ON THE VEHICLE

The engine installation on the vehicle shall comply with the following characteristics in respect to
the type approval of the engine:

Intake depression shall not exceed that specified for the type approved engine in annex 2A.
Exhaust back-pressure shall not exceed that specified for the type approved engine in annex 2A.

Power absorbed by the auxiliaries needed for operating the engine must not exceed that specified
for the type-approved engine in annex 2A.

ENGINE FAMILY

Parameters defining the engine family

The engine family, as determined by the engine manufacturer, may be defined by basic character-
istics, which must be common to engines within the family. In some cases there may be interac-
tion of parameters. These effects must also be taken into consideration to ensure that only engines
with similar exhaust emission characteristics are included within an engine family.

In order that engines may be considered to belong to the same engine family, the following list of
basic parameters must be common:

Combustion cycle:

— 2cycle

— 4 cycle

Cooling medium:

— air

— Wwater

— oil

For gas engines and engines with after-treatment
— Number of cylinders

(other diesel engines with fewer cylinders than the parent engine may be considered to belong to
the same engine family provided the fuelling system meters fuel for each individual cylinder).

Individual cylinder displacement:

— engines to be within a total spread of 15 per cent
Method of air aspiration:

— naturally aspirated

— pressure charged

— pressure charged with charge air cooler
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7.1.6.

7.1.10.

7.1.11.

7.1.12.

Combustion chamber type/design:

— pre-chamber

— swirl chamber

— open chamber

Valve and porting — configuration, size and number:
— cylinder head

— cylinder wall

— crankcase

Fuel injection system (diesel engines):

— pump-line-injector

— in-line pump

— distributor pump

— single element

— unit injector

Fuelling system (gas engines):

— mixing unit

— gas induction/injection (single point, multi-point)
— liquid injection (single point, multi-point)
Ignition system (gas engines)

Miscellaneous features:

— exhaust gas recirculation

— water injection/emulsion

— secondary air injection

— charge cooling system

Exhaust after treatment:

—  3-way-catalyst

— oxidation catalyst

— reduction catalyst

— thermal reactor

— particulate trap
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7.2.

7.2.1.

7.2.2.

8.1.

8.2.

8.3.

Choice of the parent engine
Diesel engines

The parent engine of the family must be selected using the primary criteria of the highest fuel
delivery per stroke at the declared maximum torque speed. In the event that two or more engines
share this primary criteria, the parent engine must be selected using the secondary criteria of high-
est fuel delivery per stroke at rated speed. Under certain circumstances, the approval authority may
conclude that the worst case emission rate of the family can best be characterised by testing a
second engine. Thus, the approval authority may select an additional engine for test based upon
features, which indicate that it may have the highest emission level of the engines within that
family.

If engines within the family incorporate other variable features, which could be considered to affect
exhaust emissions, these features must also be identified and taken into account in the selection of
the parent engine.

Gas engines

The parent engine of the family must be selected using the primary criteria of the largest displace-
ment. In the event that two or more engines share this primary criteria, the parent engine must be
selected using the secondary criteria in the following order:

— the highest fuel delivery per stroke at the speed of declared rated power;
— the most advanced spark timing;

— the lowest EGR rate;

— no air pump or lowest actual air flow pump.

Under certain circumstances, the approval authority may conclude that the worst case emission
rate of the family can best be characterised by testing a second engine. Thus, the approval author-
ity may select an additional engine for test based upon features, which indicate that it may have
the highest emission level of the engines within that family.

CONFORMITY OF PRODUCTION

The conformity of production procedures shall comply with those set out in the Agreement, appen-
dix 2 (E/ECE/324-E[ECE/TRANS/505/Rev.2), with the following requirements:

Every engine or vehicle bearing an approval mark as prescribed under this Regulation shall be so
manufactured as to conform, with regard to the description as given in the approval form and its
annexes, to the approved type.

As a general rule, conformity of production with regard to limitation of emissions is checked based
on the description given in the communication form and its annexes.

If emissions of pollutants are to be measured and an engine approval has had one or several
extensions, the tests will be carried out on the engine(s) described in the information package relating
to the relevant extension.

Conformity of the engine subjected to a pollutant test:

After submission of the engine to the authorities, the manufacturer must not carry out any adjust-
ment to the engines selected.
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8.3.1.1.

8.3.1.2.

8.3.1.3.

8.3.2.1.

8.3.2.2.

Three engines are randomly taken in the series. Engines that are subject to testing only on the ESC
and ELR tests or only on the ETC test for approval to row A of the tables in paragraph 5.2.1. are
subject to those applicable tests for the checking of production conformity. With the agreement of
the authority, all other engines approved to row A, B1 or B2, or C of the tables in paragraph 5.2.1.
are subjected to testing either on the ESC and ELR cycles or on the ETC cycle for the checking of
the production conformity. The limit values are given in paragraph 5.2.1. of the Regulation.

The tests are carried out according to appendix 1 to this Regulation, where the competent author-
ity is satisfied with the production standard deviation given by the manufacturer.

The tests are carried out according to appendix 2 to this Regulation, where the competent author-
ity is not satisfied with the production standard deviation given by the manufacturer.

At the manufacturer’s request, the tests may be carried out in accordance with appendix 3 to this
Regulation.

On the basis of a test of the engine by sampling, the production of a series is regarded as conform-
ing where a pass decision is reached for all the pollutants and non conforming where a fail deci-
sion is reached for one pollutant, in accordance with the test criteria applied in the appropriate
appendix.

When a pass decision has been reached for one pollutant, this decision may not be changed by
any additional tests made in order to reach a decision for the other pollutants.

If no pass decision is reached for all the pollutants and if no fail decision is reached for one pol-
lutant, a test is carried out on another engine (see figure 2).

If no decision is reached, the manufacturer may at any time decide to stop testing. In that case a
fail decision is recorded.

The tests will be carried out on newly manufactured engines. Gas fuelled engines must be run-in using
the procedure defined in paragraph 3 of appendix 2 to annex 4.

However, at the request of the manufacturer, the tests may be carried out on diesel or gas engines
which have been run-in more than the period referred to in paragraph 8.4.2.2., up to a maximum
of 100 hours. In this case, the running-in procedure will be conducted by the manufacturer who
must undertake not to make any adjustments to those engines.

When the manufacturer asks to conduct a running-in procedure in accordance with para-
graph 8.4.2.2.1., it may be carried out on:

— all the engines that are tested,

or,

— the first engine tested, with the determination of an evolution coefficient as follows:

— the pollutant emissions will be measured at zero and at ‘x’ hours on the first engine tested,



9.3.2007 Official Journal of the European Union L 70/25

— the evolution coefficient of the emissions between zero and ‘X’ hours will be calculated
for each pollutant:

Emissions x hours

Emissions zero hours

It may be less than one.

The subsequent test engines will not be subjected to the running-in procedure, but their zero hour
emissions will be modified by the evolution coefficient.

In this case, the values to be taken will be:

— the values at ‘X’ hours for the first engine,

— the values at zero hour multiplied by the evolution coefficient for the other engines.

8.3.2.3.  For diesel and LPG fuelled engines, all these tests may be conducted with commercial fuel. How-
ever, at the manufacturer’s request, the reference fuels described in annexes 5 or 7 may be
used. This implies tests, as described in paragraph 4. of this Regulation, with at least two of the
reference fuels for each gas engine.

8.3.2.4.  For NG fuelled engines, all these tests may be conducted with commercial fuel in the following
way:

(i) for H marked engines with a commercial fuel within the H range (0,89 < S, < 1,00);

(i) for L marked engines with a commercial fuel within the L range (1,00 < S, < 1,19);

(iti) for HL marked engines with a commercial fuel within the extreme range of the A-shift factor
(0,89 < S, < 1,19).

However, at the manufacturer’s request, the reference fuels described in annex 6 may be used. This
implies tests, as described in paragraph 4. of this Regulation.

8.3.2.5. In the case of dispute caused by the non-compliance of gas fuelled engines when using a commer-
cial fuel, the tests must be performed with a reference fuel on which the parent engine has been
tested, or with the possible additional fuel 3 as referred to in paragraphs 4.1.3.1. and 4.2.1.1., on
which the parent engine may have been tested. Then, the result has to be converted by a calcula-
tion applying the relevant factor(s) ‘r’, ‘ra’ or ‘tb’ as described in paragraphs 4.1.3.2., 4.1.5.1.
and 4.2.1.2. If r, ra or rb are less than 1 no correction must take place. The measured results and
the calculated results must demonstrate that the engine meets the limit values with all relevant
fuels (fuels 1, 2 and, if applicable, fuel 3 in the case of natural gas engines and fuels A and B in the
case of LPG engines).

8.3.2.6.  Tests for conformity of production of a gas fuelled engine laid out for operation on one specific
fuel composition must be performed on the fuel for which the engine has been calibrated.
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Test of three engines

\ 4

Computation of the test statistic result

NO

\4

\ 4

According to the appropriate appendix does the test
statistic result agree with the criteria for failing the series
for at least one pollutant?

P Series rejected
YES

\ 4 NO

According to the appropriate appendix does the test

statistic result agree with the criteria for passing the series
for at least one pollutant?

v YES

A pass decision is reached for one or more pollutants

YES v

Is a pass decision reached for all pollutants? Series accepted

v

v YES

9.1.

9.2.

Test of an additional engine

YES

Figure 2: Conformity of production testing scheme

PENALTIES FOR NON-CONFORMITY OF PRODUCTION

The approval granted in respect of an engine or vehicle type pursuant to this Regulation may be
withdrawn if the requirements laid down in paragraph 8.1. are not complied with, or if the engine(s)
or vehicle(s) taken fail to pass the tests prescribed in paragraph 8.3.

If a Contracting Party to the 1958 Agreement applying this Regulation withdraws an approval it
has previously granted, it shall forthwith so notify the other Contracting Parties applying this Regu-
lation by means of a communication form conforming to the model in annexes 2A or 2B to this
Regulation.
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10.

10.1.

10.1.1.

10.1.2.

10.2.

10.3.

11.

12.

12.1.

12.1.1.

12.1.2.

12.2.

12.2.1.

12.2.2.

MODIFICATION AND EXTENSION OF APPROVAL OF THE APPROVED TYPE

Every modification of the approved type shall be notified to the administrative department which
approved the type. The department may then either:

Consider that the modifications made are unlikely to have an appreciable adverse effect and that in
any case the modified type still complies with the requirement; or

Require a further test report from the technical service conducting the tests.

Confirmation or refusal of approval, specifying the alterations, shall be communicated by the pro-
cedure specified in paragraph 4.5. to the Parties to the Agreement applying this Regulation.

The competent authority issuing the extension of approval shall assign a series number for such
an extension and inform thereof the other Parties to the 1958 Agreement applying this Regulation
by means of a communication form conforming to the model in annexes 2A or 2B to this
Regulation.

PRODUCTION DEFINITELY DISCONTINUED

If the holder of the approval completely ceases to manufacture the type approved in accordance
with this Regulation, he shall so inform the authority which granted the approval. Upon receiving
the relevant communication that authority shall inform thereof the other Parties to the 1958 Agree-
ment which apply this Regulation by means of a communication form conforming to the model
in annexes 2A or 2B to this Regulation.

TRANSITIONAL PROVISIONS

General

As from the official date of entry into force of the 04 series of amendments, no Contracting Party
applying this Regulation must refuse to grant ECE approval under this Regulation as amended by
the 04 series of amendments.

As from the date of entry into force of the 04 series of amendments, Contracting Parties applying
this Regulation must grant ECE approvals only if the engine meets the requirements of this Regu-
lation as amended by the 04 series of amendments.

The engine must be subject to the relevant tests set out in paragraph 5.2. to this Regulation and
must, in accordance with paragraphs 12.2.1., 12.2.2. and 12.2.3. below, satisfy the relevant emis-
sion limits detailed in paragraph 5.2.1. of this Regulation.

New type approvals

Subject to the provisions of paragraph 12.4.1., Contracting Parties applying this Regulation must,
from the date of entry into force of the 04 series of amendments to this Regulation, grant an ECE
approval to an engine only if that engine satisfies the relevant emission limits of Rows A, BI,
B2 or C in the tables to paragraph 5.2.1. of this Regulation.

Subject to the provisions of paragraph 12.4.1., Contracting Parties applying this Regulation must,
from 1 October 2005, grant an ECE approval to an engine only if that engine satisfies the relevant
emission limits of Rows B1, B2 or C in the tables to paragraph 5.2.1. of this Regulation.
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12.2.3.

12.3.1.

12.3.2.

12.3.2.1.

12.3.2.2.

12.3.2.3.

12.3.3.

12.3.4.

12.3.5.

12.4.1.

Subject to the provisions of paragraph 12.4.1., Contracting Parties applying this Regulation must,
from 1 October 2008, grant an ECE approval to an engine only if that engine satisfies the relevant
emission limits of Rows B2 or C in the tables to paragraph 5.2.1. of this Regulation.

Limit of validity of old type approvals

With the exception of the provisions of paragraphs 12.3.2. and 12.3.3., as from the official date of
entry into force of the 04 series of amendments, type approvals granted to this Regulation as
amended by the 03 series of amendments must cease to be valid, unless the Contracting Party
which granted the approval notifies the other Contracting Parties applying this Regulation that the
engine type approved meets the requirements of this Regulation as amended by the 04 series of
amendments, in accordance with paragraph 12.2.1. above.

Extension of type-approval

Paragraphs 12.3.2.2. and 12.3.2.3. below shall only be applicable to new compression-ignition
engines and new vehicles propelled by a compression-ignition engine that have been approved to
the requirements of row A of the tables in paragraph 5.2.1. of this Regulation.

As an alternative to paragraphs 5.1.3. and 5.1.4., the manufacturer may present to the technical
service the results of a NO, screening test using the ETC on the engine conforming to the charac-
teristics of the parent engine described in annex 1, and taking into account the provisions of para-
graphs 5.1.4.1. and 5.1.4.2. The manufacturer shall also provide a written statement that the engine
does not employ any defeat device or irrational emission control strategy as defined in paragraph 2.
of this Regulation.

The manufacturer shall also provide a written statement that the results of the NO, screening test
and the declaration for the parent engine, as referred to in paragraph 5.1.4., are also applicable to
all engine types within the engine family described in annex 1.

Gas engines

As from the 1 October 2003, type approvals granted to gas engines to this Regulation as amended
by the 03 series of amendments must cease to be valid, unless the Contracting Party which granted
the approval notifies the other Contracting Parties applying this Regulation that the engine type
approved meets the requirements of this Regulation as amended by the 04 series of amendments,
in accordance with paragraph 12.2.1. above.

As from 1 October 2006, type approvals granted to this Regulation as amended by the 04 series
of amendments must cease to be valid, unless the Contracting Party which granted the approval
notifies the other Contracting Parties applying this Regulation that the engine type approved meets
the requirements of this Regulation as amended by the 04 series of amendments, in accordance
with paragraph 12.2.2. above.

As from 1 October 2009, type approvals granted to this Regulation as amended by the 04 series
of amendments must cease to be valid, unless the Contracting Party which granted the approval
notifies the other Contracting Parties applying this Regulation that the engine type approved meets
the requirements of this Regulation as amended by the 04 series of amendments, in accordance
with paragraph 12.2.3. above.

Replacement parts for vehicles in use

Contracting Parties applying this Regulation may continue to grant approvals to those engines
which comply with the requirements of this Regulation as amended by any previous series of
amendments, or to any level of the Regulation as amended by the 04 series of amendments, pro-
vided that the engine is intended as a replacement for a vehicle in-use and for which that earlier
standard was applicable at the date of that vehicle’s entry into service.
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13. NAMES AND ADDRESSES OF TECHNICAL SERVICES RESPONSIBLE FOR CONDUCTING APPROVAL TESTS
AND OF ADMINISTRATIVE DEPARTMENTS

The Parties to the 1958 Agreement applying this Regulation shall communicate to the United
Nations secretariat the names and addresses of the technical services responsible for conducting
approval tests and the administrative departments which grant approval and to which forms cer-
tifying approval or extension or refusal or withdrawal of approval, issued in other countries, are to
be sent.
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Appendix 1

PROCEDURE FOR PRODUCTION CONFORMITY TESTING WHEN STANDARD DEVIATION IS SATISFACTORY

. This appendix describes the procedure to be used to verify production conformity for the emissions of pollutants

when the manufacturer’s production standard deviation is satisfactory.

. With a minimum sample size of three engines, the sampling procedure is set so that the probability of a lot passing a

test with 40 per cent of the engines defective is 0,95 (producer’s risk = 5 per cent), while the probability of a lot being
accepted with 65 per cent of the engines defective is 0,10 (consumer’s risk = 10 per cent).

. The following procedure is used for each of the pollutants given in paragraph 5.2.1. of the Regulation (see Figure 2):

Let:

L = the natural logarithm of the limit value for the pollutant;

x; = the natural logarithm of the measurement for the i-th engine of the sample;

s = an estimate of the production standard deviation (after taking the natural logarithm of the measurements);
n = the current sample number.

. For each sample the sum of the standardised deviations to the limit is calculated using the following formula:

. Then:

— if the test statistic result is greater than the pass decision number for the sample size given in table 3, a pass
decision is reached for the pollutant;

—  if the test statistic result is less than the fail decision number for the sample size given in table 3, a fail decision is
reached for the pollutant;

— otherwise, an additional engine is tested according to paragraph 8.3.1. of the Regulation and the calculation pro-
cedure is applied to the sample increased by one more unit.

Table 3
Pass and Fail decision numbers of appendix 1 Sampling Plan

Minimum sample size: 3

Cumulative number O.f engines tested Pass decision number A Fail decision number B
(sample size) " "

3 3,327 - 4,724

4 3,261 -4,790

5 3,195 - 4,856

6 3,129 -4922

7 3,063 - 4,988

8 2,997 —-5,054

9 2,931 -5,120

10 2,865 -5,185
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Cumulative number of engines tested

(sample size)

Pass decision number A

Fail decision number B,

11 2,799 -5,251
12 2,733 -5,317
13 2,667 -5,383
14 2,601 - 5,449
15 2,535 -5,515
16 2,469 -5,581
17 2,403 - 5,647
18 2,337 -5,713
19 2,271 -5,779
20 2,205 - 5,845
21 2,139 -5911
22 2,073 -5,977
23 2,007 6,043
24 1,941 -6,109
25 1,875 -6,175
26 1,809 —-6,241
27 1,743 -6,307
28 1,677 -6,373
29 1,611 -6,439
30 1,545 -6,505
31 1,479 -6,571
32 -2,112 -2,112
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Appendix 2

PROCEDURE FOR PRODUCTION CONFORMITY TESTING WHEN STANDARD DEVIATION IS UNSATISFACTORY
OR UNAVAILABLE

. This appendix describes the procedure to be used to verify production conformity for the emissions of pollutants

when the manufacturer’s production standard deviation is either unsatisfactory or unavailable.

. With a minimum sample size of three engines, the sampling procedure is set so that the probability of a lot passing a

test with 40 per cent of the engines defective is 0,95 (producer’s risk = 5 per cent), while the probability of a lot being
accepted with 65 per cent of the engines defective is 0,10 (consumer’s risk = 10 per cent).

. The values of the pollutants given in paragraph 5.2.1. of the Regulation are considered to be log normally distributed

and should be transformed by taking their natural logarithms.

Let m, and m denote the minimum and maximum sample size respectively (m, = 3 and m = 32) and let n denote the
current sample number.

. If the natural logarithms of the values measured in the series are x;, X5, ..., x; and L is the natural logarithm of the

limit value for the pollutant, then, define

and, d=x-L
_ 1~
dnzgzdi
i=1
12 —,2
2:_ —
v n_z:l(di dn)

. Table 4 shows values of the pass (A,) and fail (B, decision numbers against current sample number. The test statistic

result is the ratio d_[V_and must be used to determine whether the series has passed or failed as follows:

Formg <n<m:
—  pass the series if d_n/Vn <A,
— fail the series if an/V“ =B

— take another measurement if A <d [V >B_

. Remarks:

The following recursive formulae are useful for calculating successive values of the test statistic:

— N— 1
dn=(1——)d t=d

n/ "' n
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Table 4

Pass and Fail decision numbers of appendix 2 Sampling Plan

Minimum sample size: 3

Cumulative number of engines tested

(sample size)

Pass decision number A,

Fail decision number B,

3 -0,80381 16,64743

4 -0,76339 7,68627

5 -0,72982 4,67136

6 -0,69962 3,25573

7 -0,67129 2,45431

8 -0,64406 1,94369

9 -0,61750 1,59105
10 -0,59135 1,33295
11 -0,56542 1,13566
12 -0,53960 0,97970
13 -0,51379 0,85307
14 -0,48791 0,74801
15 -0,46191 0,65928
16 -0,43573 0,58321
17 -0,40933 0,51718
18 -0,38266 0,45922
19 -0,35570 0,40788
20 -0,32840 0,36203
21 -0,30072 0,32078
22 -0,27263 0,28343
23 -0,24410 0,24943
24 -0,21509 0,21831
25 -0,18557 0,18970
26 -0,15550 0,16328
27 -0,12483 0,13880
28 -0,09354 0,11603
29 -0,06159 0,09480
30 -0,02892 0,07493
31 -0,00449 0,05629
32 0,03876 0,03876
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Appendix 3

PROCEDURE FOR PRODUCTION CONFORMITY TESTING AT MANUFACTURER’S REQUEST

1. This appendix describes the procedure to be used to verify, at the manufacturer’s request, production conformity for
the emissions of pollutants.

2. With a minimum sample size of three engines, the sampling procedure is set so that the probability of a lot passing a
test with 30 per cent of the engines defective is 0,90 (producer’s risk = 10 per cent), while the probability of a lot
being accepted with 65 per cent of the engines defective is 0,10 (consumer’s risk = 10 per cent).

3. The following procedure is used for each of the pollutants given in paragraph 5.2.1. of the Regulation (see figure 2):

Let:

L = the limit value for the pollutant,

x; = the value of the measurement for the i-th engine of the sample,
n = the current sample number.

4. Calculate for the sample the test statistic quantifying the number of non-conforming engines, i.e. x; > L:

5. Then:

— if the test statistic is less than or equal to the pass decision number for the sample size given in table 5, a pass
decision is reached for the pollutant;

— if the test statistic is greater than or equal to the fail decision number for the sample size given in table 5, a fail
decision is reached for the pollutant;

— otherwise, an additional engine is tested according to paragraph 8.3.1. of the Regulation and the calculation pro-
cedure is applied to the sample increased by one more unit.

In table 5 the pass and fail decision numbers are calculated by means of the International Standard ISO 8422:1991.

Table 5
Pass and Fail decision numbers of appendix 3 Sampling Plan

Minimum sample size: 3

Cumulative number O.f engines tested Pass decision number Fail decision number
(sample size)
3 — 3
4 0 4
5 0 4
6 1 5
7 1 5
8 2 6
9 2 6
10 3 7
11 3 7
12 4 8
13 4 8
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Cumulative r(z;r;?:f; :ifz:)rl gines tested Pass decision number Fail decision number
14 5 9
15 5 9
16 6 10
17 6 10
18 7 11
19 8 9
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ANNEX 1

ESSENTIAL CHARACTERISTICS OF THE (PARENT) ENGINE AND INFORMATION CONCERNING

1.1.

1.2.

1.3.

1.4.

1.4.1.

1.4.2.

1.4.3.

1.5.

1.6.

1.7.

1.8.

1.9.

1.15.1.

1.15.1.1.

1.15.1.2.

1.15.1.3.

1.15.1.4.

1.15.2.

1.15.2.1.

1.15.2.2.

1.15.2.3.

1.16.1.

1.16.2.

1.16.3.

1.16.4.

THE CONDUCT OF TEST (')

DESCRIPTION OF ENGINE

MANUFACHUTET . eut it ettt et et e e e e
Manufacturer’s €ngine COME: .......iuuiiuniiii ittt ettt
Cycle: four stroke/two stroke (2)

Number and arrangement of cylinders: .............oooiiiiiiiiiiiiiiii

FITING OFACIT L.ttt ettt
ENGINE CAPACILY: ettt eee e e et e e ettt ettt e e e e e e e e e e e e e e e e e e et e e e et ettt cm’
Volumetric COMPIESSION FALIO (3): +.vuuitn ittt et et et et eanes
Drawing(s) of combustion chamber and piston Crown: ...............ooiiiiiiiiiiiiinii

Minimum cross-sectional area of inlet and outlet ports: ...............coooviiiiiiiiiiiniiiiiini cm?

TABNG SPEEA: -t min™!
Maximum net POWEr: ........ccoeuiuiiiiiiiininiiiiiiiiinnen. KW at cooviiiiii min~
Maximum permitted engine SPeed: ...........c.uieiiniiiiiiiiiii e min~!
Maximum net torque: ...........oooiiiiiiii Nmat ..o min~
Combustion system: compression ignition/positive ignition (?)

Fuel: Diesel/LPG/NG-H/NG-L/NG-HL/Ethanol (')

Cooling system

Liquid

Nature of HQUI: ....oenie e
Circulating pump(s): yes/no (?)

Characteristics or make(s) and type(s) (if applicable): ......veuniiiniiiiiiiii
Drive ratio(s) (if applicable): ... ...ouiuii i
Air

Blower: yes/no ()

Characteristics or make(s) and type(s) (if applicable): .......couniieniiiiiiii e
Drive ratio(s) (if applicable): .. ...euie i
Temperature permitted by the manufacturer

Liquid cooling: Maximum temperature at OULIEE: ..........ceuuieuniiin e K
Alr cooling: .....vvviiiiiiii Reference point: .........c.coeeviiniiiiiiiiniininiieennee,
Maximum temperature at Teference POIME ...c..ueiuuuiiuneiiieii ettt et e e e e e K

Maximum temperature of the air at the outlet of the intake intercooler (if applicable) ........................ K

Maximum exhaust temperature at the point in the exhaust pipe(s) adjacent to the outer flange(s) of the exhaust
manifold(s)

OF TUIDOCHATZEI(S): +.vuetteiit ettt K
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1.16.5.

1.16.6.

1.16.7.

1.17.1.

1.17.2.

1.17.3.

1.17.4.

2.1.

2.2.

2.2.1.

2.2.1.1.

2.2.1.2.

2.2.1.3.

2.2.1.4.

2.2.1.5.

2.2.1.6.

2.2.1.7.

2.2.1.8.

2.2.1.9.

2.2.1.10.

2.2.1.11.

Fuel temperature: Min. ............coveueiniiiiiineieiiineannes K,max. oo K
for diesel engines at injection pump inlet, for gas fuelled engines at pressure regulator final stage.

Fuel pressure: min. .........ccooveeuiiiniiiineiiniiinennnn. KPa, MaX. ettt kPa
at pressure regulator final stage, NG fuelled gas engines only.

Lubricant temperature: Min. ............ccoeeuveuneenneuneenaennenn. K, max. oo K
Pressure charger: yes/no (2)

MAKE: e e
T P
Description of the system

(e.g. max. charge pressure, wastegate, if applicable): .........c.oocoiiiiiiiiiiiii
Intercooler: yes/no (2)

Intake system

Maximum allowable intake depression at rated engine speed and at 100 per cent load as specified in and
under the operating conditions

of Regulation NO 24 ... ..o kPa
Exhaust system

Maximum allowable exhaust back pressure at rated engine speed and at 100 per cent load as specified in and
under the operating conditions

of Regulation NO 24 ... .. iiii e kPa

EXhaust SYSLEIM VOIUIMIE: ...oouuiiiniiiitiii ittt et dm’

MEASURES TAKEN AGAINST AIR POLLUTION

Device for recycling crankcase gases (description and drawings): ..........c.ooeeuveiiniiiiniiiniiiiiiiineieeennes
Additional anti-pollution devices (if any, and if not covered by another heading)

Catalytic converter: yes/no ()

Y B e U PO
DS ettt ettt ettt e e
Number of catalytic converters and elements: ... ........veuuiiitiiiiniiiiii e
Dimensions, shape and volume of the catalytic CONVEIter(S): ..........eeuuiiiuneiinieiiiiiiiiiei e
Type of Catalytic ACHOM: ... iuuitit et
Total charge of precious MEtals: ..........ooouiiiiiiiniii e
Relative COMCEMEIALIONE ...ttt sttt ettt ettt ettt e et et et e eeaaas
Substrate (structure and mMaterial): .........ooiiiiriii e
CIl RIISIEY: ettt ettt
Type of casing for the catalytic CONVEITEr(S): ....vvuueiuniiieii e

Location of the catalytic converter(s) (place and reference distance in the exhaust line): .........................
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2.2.2.

2.2.2.1.

2.2.2.2.

2.2.2.3.

2.2.3.

2.2.3.1.

2.2.4.

2.2.4.1.

2.2.5.

2.2.5.1.

2.2.5.2.

2.2.5.3.

2.2.5.4.

2.2.6.

2.2.6.1.

3.1.2.1.

3.1.2.1.1.

3.1.2.1.2.

3.1.2.1.3.

3.1.2.1.4.

3.1.2.1.4.1.

3.1.2.1.4.2.

3.1.2.2.

3.1.2.2.1.

3.1.2.2.2.

3.1.2.3.

3.1.2.3.1.

3.1.2.3.2.

Oxygen sensor: yes/no ()

Y B S PP
1 G
LOCALION: .ottt
Air injection: yes/no (2)

Type (pulse air, A PUIMIP, ELC.): ..evtniiiniii ettt ettt ettt e e e e e e
EGR: yes/no ()

Characteristics (lOW Tate, EEC.): ournirireitt ettt e e e e e e e e e e e et e e et e e e e eneaneseennas
Particulate trap: yes/no (2

Dimensions, shape and capacity of the particulate trap: ............oooiiiiiiiiiiiii
Type and design of the particulate trap: ...........cooiiiiiiiiiiiiiiiii e
Location (reference distance in the exhaust line): .............oooiiiiiiiiiii e
Method or system of regeneration, description and/or drawing: ............ccocooviiiiiiiiiiiniiiiin,
Other systems: yes/no (2)

DesScription and OPEIAtION: ... ...uuuitiin ittt e

FUEL FEED

Diesel engines

Feed pump

Pressure (3): vovevniviiiiiieiee e kPa or characteristic diagram (2): ........cocoeviiiiiiiiniiniii,
Injection system

Pump

Y B ) TP PPPP

T () it

Delivery: ........... mm? (%) per stroke at engine speed of ........... min™" at full injection, or characteristic
QHAGIAM (2) (3): oottt et

Mention the method used: On engine/on pump bench (?)

If boost control is supplied, state the characteristic fuel delivery and boost pressure versus engine speed.
Injection advance

[NJeCtion adVANCe CUIVE (3): o..uiitniii ittt et et
Static injection tHMING (3): ...uovnitiniii e

Injection piping

ST o PP mm
Internal dIAMELETr: ... ..o..ii e mm
Injector(s)

Y Y PP

T () it
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3.1.2.3.3.0 COPEMING PIrESSUIE ..iuuiuititin ittt e et e kPa ()
or characteristic diagram (2) (3): «...iuuiun it

3.1.2.4. Governor

2 R T ¥ £ ) PPN
O O 1T N
3.1.2.4.3.  Speed at which cut-off starts under full Ioad: ...........ooooiiiiiiiiii min~!
3.1.2.4.4.  Maximum n0-l0ad SPeed: ........iiuiiiii i min™!
31,245, TAHNG SPEEA: 1ttt min~!
3.1.3. Cold start system

3.1.3.1. Y ) ) PR PPRRN
3.1.3.2. T PE(S): e
3.1.3.3. DESCIIPHION: ..ttt e
3.1.3.4. Auxiliary Starting aid: .........oooiiiiii e
3130410 MAKE: Loiitiiiii e e
5 0 B )4 N
3.2. Gas fuelled engines (%)

3.2.1. Fuel: Natural gas/LPG (?)

3.2.2. Pressure regulator(s) or vaporiser/pressure regulator(s) ()

3.2.2.1. K (S): et ettt ettt ettt
3.2.2.2. T PE(S): e
3.2.2.3. Number of pressure redUcCtion SEAGES: ........e..iiuiuniin ittt et
3.2.2.4. Pressure in final stage: min ..........ccoveiiiiiniiiniiineinnn. KPa, MAX. + ettt kPa
3.2.2.5. Number of main adjustment POINLS: .......cvuueuuniiun ettt ettt et e e e e
3.2.2.6. Number of idle adjustment POINES: .........iuuiin ittt et
3.2.2.7. Approval number according to Reg. NO: ....o..iiuiiiii e
3.2.3. Fuelling system: mixing unit/gas injection/liquid injection/direct injection (2)

3.23.1. Mixture strength regUlation: ..........c...iiiiiiiiiii it
3.2.3.2. System description and/or diagram and drawings: .............couviiiiiiiiiiiniii e
3.2.3.3. Approval number according to Regulation NO .........uiiitiiiiiiiii e
3.2.4. Mixing unit

3.2.4.1. INUITIDEIT ittt ettt
3.2.4.2. Y61 () PP PPPPRPN
3.2.4.3. T PE(S): et
3.2.4.4. LOCALION: L.ttt e
3.2.4.5. Adjustment POSSIDILEIES: ..........eiiiiniiiii e e
3.2.4.6. Approval number according to Regulation NO .......c..iiiiiiiiiiiii e
3.2.5. Inlet manifold injection

3.2.5.1. Injection: single point/multi-point (?)

3.2.5.2. Injection: continuous/simultaneously timed/sequentially timed ()
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3.2.5.3.

3.2.5.3.1.

3.2.5.3.2.

3.2.5.3.3.

3.2.5.3.4.

3.2.5.4.

3.2.5.4.1.

3.2.5.4.2.

3.2.5.4.3.

3.2.5.5.

3.2.5.5.1.

3.2.5.5.2.

3.2.5.5.3.

3.2.6.

3.2.6.1.

3.2.6.1.1.

3.2.6.1.2.

3.2.6.1.3.

3.2.6.1.4.

3.2.6.2.

3.2.6.2.1.

3.2.6.2.2.

3.2.6.2.3.

3.2.6.2.4.

3.2.7.

3.2.7.1.

3.2.7.2.

3.2.7.3.

3.2.8.

3.2.8.1.

3.2.8.1.1.

Injection equipment

Y B U P PP PPPP

45T N

Adjustment POSSIDIIEIES: ... e.ueenin it

Approval number according to Regulation NO .......c.uuiiiiiiiiiiiiiiiii e

Supply pump (if applicable): ........cooiiiiiiiii e

| B S PRSP

T () et

Approval number according to Regulation NO ...........coiiiiiiiiiiiiiiiiiiii e

3 TTu To N () OO UP PPN

Y B U PSP PSPPI

45T

Approval number according to Regulation NO .......c..iiiiiiiiiiiiiiiiiiii i

Direct injection

Injection pump/pressure regulator (2)

Y B S PP

T P (8]t ettt

INJection TIMIIE: ....u i

Approval number according to Regulation NO .......c.uiiiiiiiiiiiiiii it

Injector(s)

VAR (S): vttt ettt ettt e e e

45T R

Opening pressure or characteristic diagram (3): ............viiiriiiiiiini e

Approval number according to Regulation NO .......couuiiiiiiiiiiiiiiii it

Electronic control unit (ECU)

Y Y O O TP

341 ) PP PP PP PP PP

AJUSEMENE POSSTDILILIES: .. ettt ee e et ettt e

NG fuel-specific equipment

Variant 1 (only in the case of approvals of engines for several specific fuel compositions)

Fuel composition:

methane (CH,): basis: ............. %mole min .............
ethane (C,Hy): basis: ............. %mole min .............
propane (C;Hy): basis: ............. %mole min .............
butane (C,H;): basis: ............. %mole min .............
C5/C5+: basis: ............. %mole min .............
oxygen (O,): basis: ............. %mole min .............

inert (N,, He etc): basis: ............. %mole min .............

%mole
%mole
%mole
%mole
%mole
%mole

%mole

%mole
%mole
%mole
%mole
%mole
%mole

%mole
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3.2.8.1.2.  Injector(s)
3.2.8.1.2.1. Make(s):
3.2.8.1.2.2. Type(s):

3.2.8.1.3.  Others (if applicable)

3.2.8.2. Variant 2 (only in the case of approvals for several specific fuel compositions)

4. VALVE TIMING

4.1. Maximum lift of valves and angles of opening and closing in relation to dead centres or equivalent
GATE oo

4.2. Reference and[or SEttNG FANGES (2) .....euuiuniin ittt ettt et

5. IGNITION SYSTEM (SPARK IGNITION ENGINES ONLY)

5.1. Ignition system type:

common coil and plugs/individual coil and plugs/coil on plug/other (specify) (?)

5.2 Ignition control unit

5.2.1. Y1 () PP PPPPRPN
5.2.2. T PE(S): e
5.3. Ignition advance curve/advance Map (2) (3): «..eeuueeuniii et
5.4. Ignition timing (*): ........... degrees before TDC at a speed of ........... min~" and a MAP of ........... kPa
5.5. Spark plugs

5.5.1. 1Y 61 S PP PPPRPN
5.5.2. Y PE(S): e
5.5.3. GaAP SELLIMG: vttt mm
5.6. Ignition coil(s)

5.6.1. IMAKE(S): +v et ettt ettt et et et e ettt aa e anas
5.6.2. DS ettt ettt et
6. ENGINE-DRIVEN EQUIPMENT

The engine must be submitted for testing with the auxiliaries needed for operating the engine (e.g. fan, water
pump, etc.), as specified in and under the operating conditions of Regulation No 24.

6.1. Aucxiliaries to be fitted for the test

If it is impossible or inappropriate to install the auxiliaries on the test bench, the power absorbed by them
must be determined and subtracted from the measured engine power over the whole operating area of the
test cycle(s).

6.2. Aucxiliaries to be removed for the test

Auxiliaries needed only for the operation of the vehicle (e.g. air compressor, air-conditioning system etc.)
must be removed for the test. Where the auxiliaries cannot be removed, the power absorbed by them may be
determined and added to the measured engine power over the whole operating area of the test cycle(s).



L 70/42

Official Journal of the European Union 9.3.2007

7.2.

7.2.1.

7.2.2.

8.1.

ADDITIONAL INFORMATION ON TEST CONDITIONS

Lubricant used
MAKE: oo
D e
(State percentage of oil in mixture if lubricant and fuel are mixed): ............cooviiiiiiiiiini,
Engine-driven equipment (if applicable)
The power absorbed by the auxiliaries needs only be determined,
— if auxiliaries needed for operating the engine, are not fitted to the engine

and/or
— if auxiliaries not needed for operating the engine, are fitted to the engine.
Enumeration and identifying details: ............o.iiiieiiiii e

Power absorbed at various indicated engine speeds:

Power absorbed (kW) at various engine speeds

Equipment Ref

Speed (6)

High

Idle |Low Speed Speed

Speed A (%) | Speed B (°) | Speed C (%)

P(a)

Auxiliaries needed for operat-
ing the engine

(to be subtracted from mea-
sured engine power)

see item 6.1.

P(b)

Auxiliaries not needed for
operating the engine

(to be added to measured
engine power)

see item 6.2.

ENGINE PERFORMANCE

Engine speeds (7)

LOW SPEEA (11]0): e eeetvii e ettt e e e et e e et e e e e et e e e et e et min~*!

HGH SPEEA ()7 -+ttt min~!

for ESC and ELR Cycles

TALE: e min~

-1

SPEEA Al e min

-1

SPEEA B i min

-1

SPEEA o et min

for ETC cycle

REfETeNCE SPEEA: .. .ueiieiit et min~!
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8.2.

8.3.

Engine power (measured in accordance with the provisions of Regulation No 24) in kW

Engine speed

Idle

Speed A (%) Speed B (%)

Speed C (%)

Ref. Speed (%)

P(m)

Power measured on test bed

P(a)

Power absorbed by auxiliaries to be
fitted for test (item 6.1)

—  if fitted

— if not fitted

P(b)

Power absorbed by auxiliaries to be
removed for test (item 6.2)

—  if fitted

— if not fitted

P(n)

Net engine power

= P(m) - P(a) + P(b)

Dynamometer settings (kW)

The dynamometer settings for the ESC and ELR tests and for the reference cycle of the ETC test must be
based upon the net engine power P(n) of paragraph 8.2. It is recommended to install the engine on the test
bed in the net condition. In this case, P(m) and P(n) are identical. If it is impossible or inappropriate to oper-
ate the engine under net conditions, the dynamometer settings must be corrected to net conditions using the

above formula.

ESC and ELR Tests

The dynamometer settings must be calculated according to the formula in annex 4, appendix 1, paragraph 1.2.

Engine speed

Per cent load
Idle

Speed A

Speed B

Speed C

10 —

25 —

50 —

75 —

100
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8.3.2. ETC Test

If the engine is not tested under net conditions, the correction formula for converting the measured power
or measured cycle work, as determined according to annex 4, appendix 2, paragraph 2., to net power or net
cycle work must be submitted by the engine manufacturer for the whole operating area of the cycle, and
approved by the Technical Service.

(") 1In the case of non-conventional engines and systems, particulars equivalent to those referred to here must be supplied by the manufac-
turer.

Strike out what does not apply.

Specify the tolerance.

In the case of systems laid out in a different manner, supply equivalent information (for paragraph 3.2).

ESC test.

ETC test only.

Specify the tolerance; to be within + 3 per cent of the values declared by the manufacturer.

)

=

N

S
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ANNEX 1
Appendix 1

CHARACTERISTICS OF THE ENGINE-RELATED VEHICLE PARTS

1. Intake system depression at rated engine speed and
at 100 per cent load: ........ccoooiiiiiiiiiiii kPa
2. Exhaust system back pressure at rated engine speed and

at 100 per cent load: ......c.viviiiiiiiiiii kPa

4. Power absorbed by the auxiliaries needed for operating the engine as specified in and under the operation conditions
of Regulation No 24

Power absorbed (kW) at various engine speeds

Equipment Low High

Speed Speed

Ref.

Idle Speed (2

Speed A (1) Speed B (1) Speed C (1)

P(a)

Auxiliaries needed
for operating the
engine

(to be subtracted
from measured
engine power)

see annex 1,

item 6.1.

(1) ESC test.
(?) ETC test only.
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ANNEX 1

Appendix 2

ESSENTIAL CHARACTERISTICS OF THE ENGINE FAMILY

1. COMMON PARAMETERS

L1, CombUSHOM CYCLE: .ottt
1.2, CoOlNG MEAIUINLI ..iuiiiiiii it
1.3, NUMDET Of CYHNAETS (1): vttt ettt et et
1.4.  Individual cylinder diSplaCemment: ...........iiuuiiuniii et
1.5, Method of @I @SPIFAtiON: ......iu.it ittt
1.6.  Combustion chamber type[desigis ...........iiuiiniiiiii e
1.7. Valve and porting — configuration, size and number: ...t
1.8, FUEL SYSTEITI ottt
1.9.  Ignition SYStEm (ZaS EI@INES): ....e.ueuiunin ittt ettt ettt e

1.10. Miscellaneous features:

—  charge COONNG SYSTEIM (1) ..euuueiiniii ettt e et
—  exhaust gas TeCirCUlation (1): .......eiue ittt
—  water injection/emulSIon (1): .........iiiiiii i e
AL IJECHION (1): 1eet ittt
1.11. ExXhaust after-treatment (1): o.vneenieeneesin et iete et et et e et et e et e et e e e et e e e e e e e e e e et e e e s eaeene s aneanenaennen

Proof of identical (or lowest for the parent engine) ratio:

system capacity/fuel delivery per stroke, pursuant to diagram number(s): ...........ccoveeureriniiiiniiineiiiniiieenan.

2. ENGINE FAMILY LISTING

2.1. Name of diesel engine family: ..........oouiiiiniiiiiii e

2.1.1. Specification of engines within this family:

Parent Engine

Engine Type

No of cylinders

Rated speed (min™")

Fuel delivery per stroke (mm?)

Rated net power (kW)

Maximum torque speed (min")

Fuel delivery per stroke (mm?)

Maximum torque (Nm)

Low idle speed (min™")

Cylinder displacement

100
(in % of parent engine)
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2.2, Name of gas engine family: .........coiiiiiiiiiii e

2.2.1. Specification of engines within this family:

Parent Engine

Engine Type

No of cylinders

Rated speed (min?)

Fuel delivery per stroke (mm”)

Rated net power (kW)

Maximum torque speed (min™")

Fuel delivery per stroke (mm?)

Maximum torque (Nm)

Low idle speed (min")

Cylinder displacement (in % of parent 100
engine)

Spark timing

EGR flow

Air pump yes/no

Air pump actual flow

(") If not applicable, mark ‘NJA’.
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1.1.

1.2.

1.3.

1.4.

1.4.1.

1.4.2.

1.4.3.

1.5.

1.6.

1.7.

1.8.

1.9.

1.10.

1.11.

1.12.

1.15.1.

1.15.1.1.

1.15.1.2.

1.15.1.3.

1.15.1.4.

1.15.2.

1.15.2.1.

1.15.2.2.

1.15.2.3.

1.16.1.

ANNEX 1
Appendix 3

ESSENTIAL CHARACTERISTICS OF THE ENGINE TYPE WITHIN THE FAMILY ()

DESCRIPTION OF ENGINE

MANUFACLUTET: .. ..uiii e ettt
Manufacturer’s €ngine COME: .......o.uiiiuiiiiiii ittt

Cycle: four stroke[two stroke (2)

Number and arrangement of CylINAErs: ...........cooiiiiiiiiiiiiiiiiiii e
BOTE: e mm
SEIOKEE ettt e mm
FIFING OFACIT L.ttt et
ENGINE CAPACILY: .. eeeeeeeeeee ettt ettt e e e e e e e e e e e e e e e e e e e e e e ettt cm?
Volumetric COMPIESSION FAtio (3): ...vuuiininii ittt ettt
Drawing(s) of combustion chamber and piSton CrOWN: ...........viuiiiitiiiiii et
Minimum cross-sectional area of inlet and outlet POrts: ............coooiiiiiiiiiiiiiiii cm?
TABNG SPEEA: -t min~!
Maximum net pOWer: ............cccocviiiiiiiiiiii KW at oo min™!
Maximum permitted engine SPeed: ...........c.iiiiiiiiiiiiiiiii e min~*
Maximum net torque: ...........ooiiiii Nmat ..o min™!

Combustion system: compression ignition/positive ignition (2)

Fuel: Diesel/LPG/NG-H/NG-L/NG-HL/Ethanol (')

Cooling system

Liquid

Nature Of HQUIA: ...oeunii e e
Circulating pump(s): yes/no (2)

Characteristics or make(s) and type(s) (if applicable): .......couiiuniiiiiiiiiiiii

Drive ratio(s) (if appliCable): .......iuuiii i
Air
Blower: yes/no ()

Characteristics or make(s) and type(s) (if applicable): ...........couuiiiiiiiiiiiiiii

Drive ratio(s) (if appliCable): .......iuuniiin i
Temperature permitted by the manufacturer

Liquid cooling: Maximum temperature at OULIEE: ..........ceuuieuniiuniiieii it K
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1.16.2.

1.16.3.

1.16.4.

1.16.5.

1.16.6.

1.16.7.

1.17.1.

1.17.2.

1.17.3.

1.17.4.

2.1.

2.2.

2.2.1.

2.2.1.1.

2.2.1.2.

2.2.1.3.

2.2.1.4.

2.2.1.5.

2.2.1.6.

2.2.1.7.

2.2.1.8.

2.2.1.9.

2.2.2.

2.2.2.1.

Air cooling: Reference point: .............coooiiiiiiiiiiiiiiiiii
Maximum temperature at reference POINL: .........co..uiiiiiuieiiiiiniiiine e K
Maximum temperature of the air at the outlet of the intake intercooler (if applicable): ....................... K

Maximum exhaust temperature at the point in the exhaust pipe(s) adjacent to the outer flange(s) of the exhaust
manifold(s) or turbOCharger(s): . .......viue it K

Fuel LEMPErature: MM .......ovuiuinininieiiiiiiiiieeaans K,max. oo K

for diesel engines at injection pump inlet, for gas fuelled engines at pressure regulator final stage

Fuel pressure: min. .........oeceeveeuneiinniiineeineinennnn. KPa, MaX. ettt kPa

at pressure regulator final stage, NG fuelled gas engines only

Lubricant temperature: mMin. .............coouueiiiineeiinnnerannn.. K,max ... K
Pressure charger: yes/no (2)

MAKE: Lo
0725
Description of the system (e.g. max. charge pressure, wastegate, if applicable): ....................coi.
Intercooler: yes/no (2)

Intake system

Maximum allowable intake depression at rated engine speed and at 100 per cent load as specified in and
under the operating conditions of Regulation NO 24: ... ....ciiiiiiiiiiiiiiiiiii e, kPa

Exhaust system

Maximum allowable exhaust back pressure at rated engine speed and at 100 per cent load as specified in and
under the operating conditions of Regulation NO 24: ... ....ciiiiiiiiiiiiiiiii e kPa

EXhaust SYSLEIM VOIUITIE: ...eiutiiin ittt ettt e cm’

MEASURES TAKEN AGAINST AIR POLLUTION

Device for recycling crankcase gases (description and drawings): ............c.cooeeiiiiiiiiiiniiiiiniiineennn.
Additional anti-pollution devices (if any, and if not covered by another heading)

Catalytic converter: yes/no ()

Number of catalytic converters and elements: ..............couriiuuiiiineiiiii e

Dimensions, shape and volume of the catalytic CONVErter(s): ............oeeuviuiiuniiiiininiiiii e,

Type of catalytic ACHON: .....uiiitiii it
Total charge of precious MEtals: ..........oiuuiiuniii e
Relative CONCENTIatioN: ............cciiuiiiiiiiiiiii it et
Substrate (structure and Material): .........ooiriieiii e
CIl RIISIEY: ettt e et
Type of casing for the catalytic CONVEITEr(S): .......oeuuniiiiiiiiiiiii e

Location of the catalytic converter(s) (place and reference distance in the exhaust line): .........................

Oxygen sensor: yes/no (2)

0745
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2.2.3.

2.2.3.1.

2.2.4.

2.2.4.1.

2.2.5.

2.2.5.1.

2.2.5.2.

2.2.5.3.

2.2.5.4.

2.2.6.

2.2.6.1.

3.1.

3.1.1.

3.1.2.1.

3.1.2.1.1.

3.1.2.1.2.

3.1.2.1.3.

3.1.2.1.4.

3.1.2.1.4.1.

3.1.2.1.4.2.

3.1.2.2.

3.1.2.2.1.

3.1.2.2.2.

3.1.2.3.

3.1.2.3.1.

3.1.2.3.2.

3.1.2.3.3.

Air injection: yes/no (%)

Type (pulse air, air PUIMIP, ELC.): ..uevtniiin ittt ettt ettt ettt e e e e
EGR: yes/no ()

Characteristics (flOW TALE ELC.): ..rurnirie ittt ettt e e e et e e e e et e et et e e e e et e e s e e e aneaennas
Particulate trap: yes/no ()

Dimensions, shape and capacity of the particulate trap: ............coeeiiiiiiiiiiniiiiiin e

Type and design of the PartiCulate trap: ...........viuuiii ittt
Location (reference distance in the exhaust line): .............oooiiiiiiiiiii e

Method or system of regeneration, description and/or drawing: ..............ocoveiiiiiiiniiiniiiiniinenc

Other systems: yes/no ()

Description and OPEration: .............couuiiuuiiiniiit ittt

FUEL FEED

Diesel engines
Feed pump

Pressure (3): covevniniiiiiieiee e kPa or characteristic diagram (2): ........cocoeviiiiiiiiiiniiin.

Injection system
Pump
Y B ) PP PPPP

(8] ettt

Delivery: ........... mm? (%) per stroke at engine speed of ........... min" at full injection, or characteristic
QEAGTAIM (2) (3] ittt ettt

Mention the method used: On engine/on pump bench (?)

If boost control is supplied, state the characteristic fuel delivery and boost pressure versus engine speed.
Injection advance

INJECtiON AAVANCE CUTVE (3): ..teiiniii ittt et ettt e ettt et e e e e eeae e
Static injection tHMING (3): ...uvnitiniiit e

Injection piping

LenIGlR: e mm
Internal dIAMELEr: ... ..o..ii i e mm
Injector(s)

Y B S PP
T (8] ettt
FOPEIING PIESSUTE™T . ..uitiitt ettt ettt et ettt e et e e et et e e et e ettt a et e et e e e neaeae kPa (%)

or characteristic dIAIam (2) (3): ..u.euun it
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3.1.2.4. Governor

I B B ¥ £ ) PPN
R O o T N
3.1.2.4.3.  Speed at which cut-off starts under full load: .............coiiiiiiiii min"
3.1.2.4.4.  Maximum no-load Speed: ..ottt min™!
31245, TAHNG SPEEA: 1ovvvineee et e et min~!
3.1.3. Cold start system

3.1.3.1. [ B O OO P
3.1.3.2. T PE(S): e
3.1.3.3. DESCIIPTION L. ettt e
3.1.3.4. AUXIlary STArtNG @Id: «....eeun it e
313410 MK L e
5 0 T )4 N
3.2 Gas fuelled engines

3.2.1. Fuel: Natural gas/LPG (2)

3.2.2. Pressure regulator(s) or vaporiser/pressure regulator(s) (2)

3.2.2.1. K (S): ettt ettt ettt et e e e
3.2.2.2 DS ettt ettt et
3.2.2.3. Number of pressure reduCtion STAZES: .........euuueeuniit ettt et et e et e e e
3.2.2.4. Pressure in final stage: min. ..........c.ccovviiiiiiiniiiinii. KPa, MaX. eeneeee il kPa
3.2.2.5. Number of main adjustment POINTS: .......cvuuiuuneiin ittt ettt ettt e e eaaes
3.2.2.6. Number of idle adjustment POINLS: «.......uiiuniiieii ettt e
3.2.2.7. APProval MUIMDEI: .....o..iiiii e
3.2.3. Fuelling system: mixing unit/gas injection/liquid injection/direct injection (2)

3.2.3.1. Mixture strength regUlation: ...........oouuiiiniiui it
3.2.3.2. System description and/or diagram and drawings: .............couviiiniiiiiiin i
3.2.3.3. APPIOVAl IUIMDET: . ..eiiieii et ettt
3.2.4. Mixing unit

3.2.4.1. INUITIDEIT ottt et et et e e
3.2.4.2. K (S): o en ettt ettt ettt e e e
3.2.4.3. T PC(S): et
3.2.4.4. LOCALION: L.ttt e
3.2.4.5. AdJuStMENt POSSIDIILIES: ... evvi et
3.2.4.6. APPIOVAl IUIMDET: ...eiiieii ettt et ettt
3.2.5. Inlet manifold injection

3.2.5.1. Injection: single point/multi-point (?)

3.2.5.2. Injection: continuous/simultaneously timed/sequentially timed (2)
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3.2.5.3.

3.2.5.3.1.

3.2.5.3.2.

3.2.5.3.3.

3.2.5.3.4.

3.2.5.4.

3.2.5.4.1.

3.2.5.4.2.

3.2.5.4.3.

3.2.5.5.

3.2.5.5.1.

3.2.5.5.2.

3.2.5.5.3.

3.2.6.

3.2.6.1.

3.2.6.1.1.

3.2.6.1.2.

3.2.6.1.3.

3.2.6.1.4.

3.2.6.2.

3.2.6.2.1.

3.2.6.2.2.

3.2.6.2.3.

3.2.6.2.4.

3.2.7.

3.2.7.1.

3.2.7.2.

3.2.7.3.

3.2.8.

3.2.8.1.

3.2.8.1.1.

Injection equipment

Y 1T PP PP

T () ettt

Adjustment POSSIDIIEIES: ... euueenit it

APPTOVAL TIUITIDET: ettt ettt e e et e

Supply pump (if @pplicable): .......ieiniiiiiii e

Y Y PP

(8] ettt

APPTOVAL IIUITIDEI: ettt e ettt et et e e

TIECEOT(S): vttt ittt

Y B U P TP PPPP

145

APPIoval NUITIDETT ...ttt

Direct injection

Injection pump/pressure regulator (%)

Y Y PO PP PPEPTN

T () et

INjection tIMING: ...t

APPTOVAL TIUITIDET: ..ttt ettt e e e e et e e

Injector(s)

Y Y OO

T (8] ettt

Opening pressure or characteristic diagram (3): ...........oooiiiiiiiiiiiiiiii e

APPTOVAL TIUITIDETT ettt et et ettt e e e e

Electronic control unit (ECU)

Y <] PP

T (8] et

Adjustment POSSIDIIEIES: ... .e.ueunit et

NG fuel-specific equipment

Variant 1 (only in the case of approvals of engines for several specific fuel compositions)

Fuel composition:

methane (CH,): basis: ............. %mole min. ..............
ethane (C,Hy): basis: ............. %mole min. ..............
propane (C;Hg): basis: ............. %mole min. ..............
butane (C,H;): basis: ............. %mole  min. ..............
C5/C5+: basis: ............. %mole  min. ..............
oxygen (O,): basis: ............. %mole min. ..............

inert (N,, He etc): basis: ............. %mole min. ..............

%mole
%mole
%mole
%mole
%mole
%mole

%mole

%mole
%mole
%mole
%mole
%mole
%mole

%mole
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3.2.8.1.2.
3.2.8.1.2.1.
3.2.8.1.2.2.
3.2.8.1.3.

3.2.8.2.

4.1.

4.2

5.1.

5.2.

5.2.1.

5.2.2.

5.3.

5.4.

5.6.2.

Injector(s)

Y B O OO
Y PC(S): et ettt ettt
Others (if applicable)

Variant 2 (only in the case of approvals for several specific fuel compositions)

VALVE TIMING

Maximum lift of valves and angles of opening and closing in relation to dead centres of equivalent data: ....

IGNITION SYSTEM (SPARK IGNITION ENGINES ONLY)

Ignition system type: common coil and plugs/individual coil and plugs/coil on plug/other (specify) (?)
Ignition control unit

K (S): ettt ettt et e e e

41T PP UPTPRPPUPPRR

Ignition advance curve/advance Map (2) (3): «..eeuneruniii et
Ignition timing (*): ........... degrees before TDC at a speed of ........... min~' and a MAP of ........... kPa
Spark plugs

B OO TP PP
DS ettt ettt e e
GaAP SELLIME: . outt i mm
Ignition coil(s)

K (S): vttt ettt ettt e e e

D8]t ettt

(") To be submitted for each engine of the family.
(?) Strike out what does not apply.
(%) Specify the tolerance.
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ANNEX 2A

COMMUNICATION
(maximum format: A4 (210 x 297 mm))

issued by: Name of administration:

concerning (?): APPROVAL GRANTED

APPROVAL EXTENDED

APPROVAL REFUSED

APPROVAL WITHDRAWN

PRODUCTION DEFINITELY DISCONTINUED

of a compression-ignition (C.l.) engine type, of a natural gas (NG) engine type or a positive-ignition (P.l.) LPG-fuelled
engine type (%), as a separate technical unit with regard to the emission of pollutants pursuant to Regulation N° 49

Approval N°: .....ccccvveviieiiiien. Extension N°: .....ccccoeviiiiieineeeens
1. Trade name or mark of the ENGINE: ..o e e e s e e
2. ENGING TYPES 1oismsinms cusmsmsumss suwssnmeses ssvss s ssssa s s vassssss sy ia s sy s e s sy es {38SAVHass (6A0 SAVERTS Fhaas s T Soas s e ans s ST e 1
3. Combustion type: compression-ignition/positive-ignition (2)
I IR Y/ o T o) i {1 =Y OO USRS
4. Manufacturer’'s Nname and adArESS: ........ooiiiii it e
5. If applicable, name and address of manufacturer’s representative:
6. Maximum allowable iNtaKe AEPrESSION: ......ueiiiiii e e ee e e e e e e e e b aaeeeeesesesnsaneeeeeeeannns kPa
7. Maximum allowable DaCK-PreSSUIE: ............ccciiiiii ittt e et kPa
8. Maximum permissible power absorbed by the engine driven equipment:

Infermediate? e smmine s s KW; Rated: cocimmimmmmmmmmnesssmrmrin ssmmivis sessvevans sevssevess kW
9. REStHCHONS Of USE (If @NY): oottt bttt e e sb e e s ee et e be et sae e e e eaneeeneen
10. Emission levels of the engine/parent engine
10.1. ESC-test (if applicable):

CO: i s a/kWh

THC: s g/kWh

NO.; cammmmsmnmmmms nomrm s s a/kWh

= AN g/kWh
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10.2.

10.3.

1.

12.

13.

14.

15.

16.

17.

18.

19.

ELR-test (if applicable):
Smoke value: ......ccceevieeiiiiecie e, m-"

ETC-test (if applicable):

Technical service responsible for conducting the approval tests: ..........coooiiiiiiii i

CO: e g/kWh
THC: e g/kWh
NMHC: oo s g/kWh
CH e g/kWh
NO,: oo g/kWh
P g/kWh
Engine submitted for tests ON: ......cooceiiiiiie e
Date of test report issued by that service: ... e
Number of test report issued by that Service: ...
Site of approval mark on the enNgine: ...........coocceiiiiiiiiiiiee e
PlacCe: ... e
DA e e e e e
SUGNALUIE: cuxvvsnsvssnes isvmsssvnns suvsimessss o vsis seeasses iss 350333555755 455 5E5FIVETS 336V SEERS FL0ERH VRS FRRTHEY

The following documents, bearing the approval number shown above, are annexed to this communication:

One copy of annex 1 to this Regulation completed and with the drawings and diagrams referred to attached.

(") Distinguishing number of the country which has granted/extended/refused/withdrawn approval (see approval provisions in the

Regulation).

(?) Strike out what does not apply.
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ANNEX 2B

COMMUNICATION

(maximum format: A4 (210 x 297 mm))

issued by: Name of administration:

concerning (?): APPROVAL GRANTED
APPROVAL EXTENDED
APPROVAL REFUSED
APPROVAL WITHDRAWN
PRODUCTION DEFINITELY DISCONTINUED

of a vehicle type with regard to the emission of pollutants by the engine pursuant to Regulation No 49

Approval NO .....cccevveeeeeieien. Extension NO .....ccccoeevviiiieieeeninnn,
1. Trade name or mark of the ENGINE: ... e e e st e e
2. RV =Y 1T L= 1Y o= TSRSt
3. Manufacturer’'s name and addreSS: .........ouiiiiiiiiiiiee e e e s
4. If applicable, name and address of manufacturer’s representative: ...........ccccoeveiiiiiiii e
5. Maximum allowable iNtake AEPreSSION: ......cciiiiii i ee e e e e e e e e s aaeeeeeeesesnsneeeeeeeennns kPa
6. Maximum allowable DaCK-PrEeSSUIE: ............cocii ittt et kPa
7. Maximum permissible power absorbed by the engine driven equipment:

11310110 =To [ =] (- LINSES————————————————— KW: Rated: v sosssvmimssmmmmmsmmsssvsrsivisisssavissssemaviviss sovvsvianss seovarevs kW
8. Make and type Of the ENGINE: ........oi et e e b e e eaae e e e b e e e e snbe e e eanee e e ennee
9. Emission levels of the engine/parent engine

9.1. ESC-test (if applicable):

CO: i s a/kWh
THC: g/kWh
NO.: o nmmmms owmmms sHmmms s g/kWh
P e g/kWh

9.2. ELR-test (if applicable):

Smoke value: ......cccceeeeiiiiiieeeee e m-!
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9.3. ETC-test (if applicable):

CO: ssussssmmimmmsisonss svmsssven svisessss anisma o g/kWh

THC: s g/kWh

NMHC: oo g/kWh

CHy: s spmms v soss g/kWh

NO,: ssmmmenmmmin anmmms semmmams s g/kWh

P T e g/kWh
10. Engirie submifted for teStS ON: ciwviimimsmsmmumimsmom s sommsessns sessmsenss i i samnim s i s n i
1. Technical service responsible for conducting the approval tests: ............cccooiiiiiiiiiii i
12. Date of test report issued by that SErVICE: .........c.uoi i
13. Number of test report issued by that SEIVICE: ......c.ciciiiiiiiiiiiiii s e e sms e s sin e s
14. Site of approval mark on the VEhICIE/ENGINE (2)1 . .eeiuiiiiiiiie ettt ettt ee e enee e sbaeeea e
15. PLACE: .o e e e e e
16. [ (OO Y ST U R OO TP O OUPTPO
I = (o 5= {1 ] (T

18. The following documents, bearing the approval number shown above, are annexed to this communication:

One copy of annex 1 to this Regulation completed and with the drawings and diagrams referred to attached.

(") Distinguishing number of the country which has granted/extended/refused/withdrawn approval (see approval provisions in the
Regulation).
(?) Strike out what does not apply.
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ANNEX 3

ARRANGEMENTS OF APPROVAL MARKS
(See paragraph 4.6. of this Regulation)

. APPROVAL T (Row A).
(See paragraph 4.6.3. of this Regulation)

Model A

Engines approved to Row A emission limits and operating on diesel or liquefied petroleum gas (LPG) fuel.

. i@f 49 RI - 042439

a=8 mm min.

Model B

Engines approved to Row A emission limits and operating on natural gas (NG) fuel. The suffix after the national
symbol indicates the fuel qualification determined in accordance with paragraph 4.6.3.1. of this Regulation.

. % HL
- 3 22 49 RI - 042439

a = 8 mm min,

The above approval marks affixed to an engine/vehicle show that the engine/vehicle type concerned has been approved
in the United Kingdom (E11) pursuant to Regulation No 49 and under approval number 042439. This approval
indicates that the approval was given in accordance with the requirements of Regulation No 49 with the 04 series of
amendments incorporated and satisfying the relevant limits detailed in paragraph 5.2.1. of this Regulation.

II. APPROVAL ‘II' (Row B1).
(See paragraph 4.6.3. of this Regulation)

Model C

Engines approved to Row B1 emission limits and operating on diesel or liquefied petroleum gas (LPG) fuel.

. L@ 22 49 RIl - 042439

a =8 mm min.

Model D

Engines approved to Row B1 emission limits and operating on natural gas (NG) fuel. The suffix after the national
symbol indicates the fuel qualification determined in accordance with paragraph 4.6.3.1. of this Regulation.

aA
3vY t

" zy 0249 RIl - 042439

a = g mm min,
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The above approval mark affixed to an engine/vehicle shows that the engine/vehicle type concerned has been approved
in the United Kingdom (E11) pursuant to Regulation No 49 and under approval number 042439. This approval
indicates that the approval was given in accordance with the requirements of Regulation No 49 with the 04 series of
amendments incorporated and satisfying the relevant limits detailed in paragraph 5.2.1. of this Regulation.

. APPROVAL ‘lII' (Row B2).

(See paragraph 4.6.3. of this Regulation)

Model E

Engines approved to Row B2 emission limits and operating on diesel or liquefied petroleum gas (LPG) fuel.

@$ 49 RIll - 042439

a=8 mm min.

Model F

Engines approved to Row B2 emission limits and operating on natural gas (NG) fuel. The suffix after the national
symbol indicates the fuel qualification determined in accordance with paragraph 4.6.3.1. of this Regulation.

A %$ ’Lt
- 3 2349 RIII - 042439

= 8 mm min,

The above approval mark affixed to an engine/vehicle shows that the engine/vehicle type concerned has been approved
in the United Kingdom (E11) pursuant to Regulation No 49 and under approval number 042439. This approval
indicates that the approval was given in accordance with the requirements of Regulation No 49 with the 04 series of
amendments incorporated and satisfying the relevant limits detailed in paragraph 5.2.1. of this Regulation.

IV.  APPROVAL IV’ (Row C).

(See paragraph 4.6.3. of this Regulation)

Model G

Engines approved to Row C emission limits and operating on diesel or liquefied petroleum gas (LPG) fuel.

. 22 49 RIV - 042439

a =8 mm min.

Model H

Engines approved to Row C emission limits and operating on natural gas (NG) fuel. The suffix after the national
symbol indicates the fuel qualification determined in accordance with paragraph 4.6.3.1. of this Regulation.

v HL

t
N @m 49 RIV - 042439

= 8 mm min.
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The above approval mark affixed to an engine/vehicle shows that the engine/vehicle type concerned has been approved
in the United Kingdom (E11) pursuant to Regulation No 49 and under approval number 042439. This approval
indicates that the approval was given in accordance with the requirements of Regulation No 49 with the 04 series of
amendments incorporated and satisfying the relevant limits detailed in paragraph 5.2.1. of this Regulation.

ENGINE/VEHICLE APPROVED TO ONE OR MORE REGULATIONS
(See paragraph 4.7. of this Regulation)

Model T

@L 49 IV HL 042439 : ;:
031628 &,

The above approval mark affixed to an engine/vehicle shows that the engine/vehicle type concerned has been approved
in the United Kingdom (E11) pursuant to Regulation No 49 (emission level IV) and Regulation No 24 (1). The first
two digits of the approval numbers indicate that, at the dates when the respective approvals were given, Regulation
No 49 included the 04 series of amendments, and Regulation No 24 the 03 series of amendments.

(") The second Regulation number is given merely as an example.
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1.1.

1.2.

1.3.

ANNEX 4

TEST PROCEDURE

INTRODUCTION

This annex describes the methods of determining emissions of gaseous components, particulates and smoke from
the engines to be tested. Three test cycles are described that must be applied according to the provisions of the
Regulation, paragraph 5.2:

the ESC which consists of a steady state 13-mode cycle,

. the ELR which consists of transient load steps at different speeds, which are integral parts of one test procedure,

and are run concurrently;

the ETC which consists of a second-by-second sequence of transient modes.

The test must be carried out with the engine mounted on a test bench and connected to a dynamometer.

Measurement principle

The emissions to be measured from the exhaust of the engine include the gaseous components (carbon monoxide,
total hydrocarbons for diesel engines on the ESC test only; non-methane hydrocarbons for diesel and gas engines
on the ETC test only; methane for gas engines on the ETC test only and oxides of nitrogen), the particulates (diesel
engines, gas engines at stage C only) and smoke (diesel engines on the ELR test only). Additionally, carbon dioxide
is often used as a tracer gas for determining the dilution ratio of partial and full flow dilution systems. Good engi-
neering practice recommends the general measurement of carbon dioxide as an excellent tool for the detection of
measurement problems during the test run.

ESC test

During a prescribed sequence of warmed-up engine operating conditions the amounts of the above exhaust emis-
sions must be examined continuously by taking a sample from the raw exhaust gas. The test cycle consists of a
number of speed and power modes, which cover the typical operating range of diesel engines. During each mode
the concentration of each gaseous pollutant, exhaust flow and power output must be determined, and the mea-
sured values weighted. The particulate sample must be diluted with conditioned ambient air. One sample over the
complete test procedure must be taken, and collected on suitable filters. The grams of each pollutant emitted per
kilowatt-hour (kWh) must be calculated as described in appendix 1 to this annex. Additionally, NO, must be mea-
sured at three test points within the control area selected by the Technical Service (*) and the measured values
compared to the values calculated from those modes of the test cycle enveloping the selected test points. The NO,
control check ensures the effectiveness of the emission control of the engine within the typical engine operating
range.

. ELR test

During a prescribed load response test, the smoke of a warmed-up engine must be determined by means of an
opacimeter. The test consists of loading the engine at constant speed from 10 per cent to 100 per cent load at
three different engine speeds. Additionally, a fourth load step selected by the Technical Service (*) must be run, and
the value compared to the values of the previous load steps. The smoke peak must be determined using an aver-
aging algorithm, as described in appendix 1 to this annex.

(') The test points must be selected using approved statistical methods of randomisation.
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2.2.

2.3.

. ETC test

During a prescribed transient cycle of warmed-up engine operating conditions, which is based closely on road-type-
specific driving patterns of heavy-duty engines installed in trucks and buses, the above pollutants must be exam-
ined after diluting the total exhaust gas with conditioned ambient air. Using the engine torque and speed feedback
signals of the engine dynamometer, the power must be integrated with respect to time of the cycle resulting in the
work produced by the engine over the cycle. The concentration of NO, and HC must be determined over the cycle
by integration of the analyser signal. The concentration of CO, CO,, and NMHC may be determined by integration
of the analyser signal or by bag sampling. For particulates, a proportional sample must be collected on suitable
filters. The diluted exhaust gas flow rate must be determined over the cycle to calculate the mass emission values
of the pollutants. The mass emission values must be related to the engine work to get the grams of each pollutant
emitted per kilowatt-hour (kWh), as described in appendix 2 to this annex.

TEST CONDITIONS

Engine test conditions

. The absolute temperature (T,) of the engine air at the inlet to the engine expressed in Kelvins, and the dry atmo-

spheric pressure (p,), expressed in kPa must be measured and the parameter F must be determined according to
the following provisions:

() for diesel engines:

Naturally aspirated and mechanically supercharged engines:

07
99 ( T, )
F=|—|x
p| \208
Turbocharged engines with or without cooling of the intake air:

99"’ (T)
F=|— X
p| 1298

1,5

(b) for gas engines:

0,6

99| (T)
F=|—| x
p| 1298

. Test validity

For a test to be recognised as valid, the parameter F must be such that:

0,96 < F< 1,06

Engines with charge air cooling

The charge air temperature must be recorded and must be, at the speed of the declared maximum power and full
load, within + 5 K of the maximum charge air temperature specified in annex 1, appendix 1, paragraph 1.16.3. The
temperature of the cooling medium must be at least 293 K (20 °C).

If a test shop system or external blower is used, the charge air temperature must be within + 5 K of the maximum
charge air temperature specified in annex 1, paragraph 1.16.3. at the speed of the declared maximum power and
full load. The setting of the charge air cooler for meeting the above conditions must be used for the whole test
cycle.

Engine air intake system

An engine air intake system must be used presenting an air intake restriction within + 100 Pa of the upper limit of
the engine operating at the speed at the declared maximum power and full load.
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2.4.

2.5.

2.6.

2.7.

2.8.

Engine exhaust system

An exhaust system must be used presenting an exhaust back pressure within + 1 000 Pa of the upper limit of the
engine operating at the speed of declared maximum power and full load and a volume within + 40 per cent of
that specified by the manufacturer. A test shop system may be used, provided it represents actual engine operating
conditions. The exhaust system must conform to the requirements for exhaust gas sampling, as set out in annex 4,
appendix 4, paragraph 3.4. and in annex 4, appendix 6, paragraph 2.2.1., EP and paragraph 2.3.1., EP.

If the engine is equipped with an exhaust after-treatment device, the exhaust pipe must have the same diameter as
found in-use for at least 4 pipe diameters upstream to the inlet of the beginning of the expansion paragraph con-
taining the after-treatment device. The distance from the exhaust manifold flange or turbocharger outlet to the
exhaust after-treatment device must be the same as in the vehicle configuration or within the distance specifica-
tions of the manufacturer. The exhaust back-pressure or restriction must follow the same criteria as above, and
may be set with a valve. The after-treatment container may be removed during dummy tests and during engine
mapping, and replaced with an equivalent container having an inactive catalyst support.

Cooling system

An engine cooling system with sufficient capacity to maintain the engine at normal operating temperatures pre-
scribed by the manufacturer must be used.

Lubricating oil

Specifications of the lubricating oil used for the test must be recorded and presented with the results of the test, as
specified in annex 1, paragraph 7.1.

Fuel
The fuel must be the reference fuel specified in annexes 5, 6 or 7.

The fuel temperature and measuring point must be specified by the manufacturer within the limits given in annex 1,
paragraph 1.16.5. The fuel temperature must not be lower than 306 K (33 °C). If not specified, it must be
311K £ 5K (38 °C £ 5 °C) at the inlet to the fuel supply.

For NG and LPG fuelled engines, the fuel temperature and measuring point must be within the limits given in
annex 1, paragraph 1.16.5. or in annex 1, appendix 3, paragraph 1.16.5. in cases where the engine is not a parent
engine.

Testing of exhaust after-treatment systems

If the engine is equipped with an exhaust after-treatment system, the emissions measured on the test cycle(s) must
be representative of the emissions in the field. If this cannot be achieved with one single test cycle (e.g. for particu-
late filters with periodic regeneration), several test cycles must be conducted and the test results averaged and/or
weighted. The exact procedure must be agreed by the engine manufacturer and the Technical Service based upon
good engineering judgement.
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1.1.

1.2.

ANNEX 4

Appendix 1

ESC AND ELR TEST CYCLES

ENGINE AND DYNAMOMETER SETTINGS

Determination of engine speeds A, B and C
The engine speeds A, B and C must be declared by the manufacturer in accordance with the following provisions:

The high speed n,,; must be determined by calculating 70 per cent of the declared maximum net power P(n), as
determined in annex 1, appendix 1, paragraph 8.2. The highest engine speed where this power value occurs on the
power curve is defined as ny;.

The low speed n;, must be determined by calculating 50 per cent of the declared maximum net power P(n), as
determined in annex 1, appendix 1, paragraph 8.2. The lowest engine speed where this power value occurs on the
power curve is defined as n,,.

The engine speeds A, B and C must be calculated as follows:

Speed A n, +25 % (n,; — ny)

Speed B = n, + 50 % (ny; — ny,)
Speed C = n, +75% (n,; — ny)

The engine speeds A, B and C may be verified by either of the following methods:

(@) Additional test points must be measured during engine power approval according to Regulation No 24 for an
accurate determination of ny; and n,,. The maximum power, n,; and n;, must be determined from the power
curve, and engine speeds A, B and C must be calculated according to the above provisions.

(b) The engine must be mapped along the full load curve, from maximum no load speed to idle speed, using at
least 5 measurement points per 1 000 min™" intervals and measurement points within + 50 min™" of the
speed at declared maximum power. The maximum power, ny; and n;, must be determined from this map-
ping curve, and engine speeds A, B and C must be calculated according to the above provisions.

If the measured engine speeds A, B and C are within * 3 per cent of the engine speeds as declared by the manu-
facturer, the declared engine speeds must be used for the emissions test. If the tolerance is exceeded for any of the
engine speeds, the measured engine speeds must be used for the emissions test.

Determination of dynamometer settings

The torque curve at full load must be determined by experimentation to calculate the torque values for the speci-
fied test modes under net conditions, as specified in annex 1, appendix 1, paragraph 8.2. The power absorbed by
engine-driven equipment, if applicable, must be taken into account. The dynamometer setting for each test mode
except idle must be calculated using the formula:

S=P
(n)~ 100

if tested under net conditions

P()* 2= * (P() - P())

if not tested under net conditions
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where:

s = dynamometer setting, kW

P(n) = net engine power as indicated in annex 1, appendix 1, paragraph 8.2., kW

L = per cent load as indicated in paragraph 2.7.1.,

P@a = power absorbed by auxiliaries to be fitted as indicated in annex 1, appendix 1, paragraph 6.1.
P(b) = power absorbed by auxiliaries to be removed as indicated in annex 1, appendix 1, paragraph 6.2.

2. ESC TEST RUN

At the manufacturers request, a dummy test may be run for conditioning of the engine and exhaust system before
the measurement cycle.

2.1.  Preparation of the sampling filters

At least one hour before the test, each filter (pair) must be placed in a closed, but unsealed petri dish and placed in
a weighing chamber for stabilisation. At the end of the stabilisation period, each filter (pair) must be weighed and
the tare weight must be recorded. The filter (pair) must then be stored in a closed petri dish or sealed filter holder
until needed for testing. If the filter (pair) is not used within eight hours of its removal from the weighing chamber,
it must be conditioned and reweighed before use.

2.2. Installation of the measuring equipment

The instrumentation and sample probes must be installed as required. When using a full flow dilution system for
exhaust gas dilution, the tailpipe must be connected to the system.

2.3.  Starting the dilution system and the engine

The dilution system and the engine must be started and warmed up until all temperatures and pressures have
stabilised at maximum power according to the recommendation of the manufacturer and good engineering practice.

2.4.  Starting the particulate sampling system

The particulate sampling system must be started and running on by-pass. The particulate background level of the
dilution air may be determined by passing dilution air through the particulate filters. If filtered dilution air is used,
one measurement may be done prior to or after the test. If the dilution air is not filtered, measurements at the
beginning and at the end of the cycle, may be done, and the values averaged.

2.5.  Adjustment of the dilution ratio

The dilution air must be set such that the temperature of the diluted exhaust gas measured immediately prior to
the primary filter must not exceed 325 K (52 °C) at any mode. The dilution ratio (g) must not be less than 4.

For systems that use CO, or NO, concentration measurement for dilution ratio control, the CO, or NO, content
of the dilution air must be measured at the beginning and at the end of each test. The pre- and post test back-
ground CO, or NO, concentration measurements of the dilution air must be within 100 ppm or 5 ppm of each
other, respectively.

2.6.  Checking the analysers

The emission analysers must be set at zero and spanned.
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2.7.

2.7.1.

2.7.2.

Test cycle
The following 13-mode cycle must be followed in dynamometer operation on the test engine:
Mode Number Engine Speed Percent Load Weighting Factor Mode Length

1 idle — 0,15 4 minutes
2 A 100 0,08 2 minutes
3 B 50 0,10 2 minutes
4 B 75 0,10 2 minutes
5 A 50 0,05 2 minutes
6 A 75 0,05 2 minutes
7 A 25 0,05 2 minutes
8 B 100 0,09 2 minutes
9 B 25 0,10 2 minutes
10 C 100 0,08 2 minutes
11 C 25 0,05 2 minutes
12 C 75 0,05 2 minutes
13 C 50 0,05 2 minutes

Test sequence

The test sequence must be started. The test must be performed in the order of the mode numbers as set out in
paragraph 2.7.1.

The engine must be operated for the prescribed time in each mode, completing engine speed and load changes in
the first 20 seconds. The specified speed must be held to within + 50 min™" and the specified torque must be held
to within £ 2 per cent of the maximum torque at the test speed.

At the manufacturers request, the test sequence may be repeated a sufficient number of times for sampling more
particulate mass on the filter. The manufacturer must supply a detailed description of the data evaluation and cal-
culation procedures. The gaseous emissions must only be determined on the first cycle.

. Analyser response

The output of the analysers must be recorded on a strip chart recorder or measured with an equivalent data acqui-
sition system with the exhaust gas flowing through the analysers throughout the test cycle.

. Particulate sampling

One pair of filters (primary and back-up filters, see annex 4, appendix 4) must be used for the complete test pro-
cedure. The modal weighting factors specified in the test cycle procedure must be taken into account by taking a
sample proportional to the exhaust mass flow during each individual mode of the cycle. This can be achieved
by adjusting sample flow rate, sampling time, and/or dilution ratio, accordingly, so that the criterion for the effec-
tive weighting factors in paragraph 5.6. is met.

The sampling time per mode must be at least 4 seconds per 0,01 weighting factor. Sampling must be conducted as
late as possible within each mode. Particulate sampling must be completed no earlier than 5 seconds before the
end of each mode.

. Engine conditions

The engine speed and load, intake air temperature and depression, exhaust temperature and back pressure, fuel
flow and air or exhaust flow, charge air temperature, fuel temperature and humidity must be recorded during each
mode, with the speed and load requirements (see paragraph 2.7.2) being met during the time of particulate sam-
pling, but in any case during the last minute of each mode.

Any additional data required for calculation must be recorded (see paragraphs 4 and 5).
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2.7.6.

2.7.7.

3.1.

3.2.

3.3.

NO,, check within the control area

The NO, check within the control area must be performed immediately upon completion of mode 13. The engine
must be conditioned at mode 13 for a period of three minutes before the start of the measurements. Three mea-
surements must be made at different locations within the control area, selected by the Technical Service (). The
time for each measurement must be 2 minutes.

The measurement procedure is identical to the NO, measurement on the 13-mode cycle, and must be carried out
in accordance with paragraphs 2.7.3., 2.7.5., and 4.1. of this appendix, and annex 4, appendix 4, paragraph 3.

The calculation must be carried out in accordance with paragraph 4.

Rechecking the analysers

After the emission test a zero gas and the same span gas must be used for rechecking. The test will be considered
acceptable if the difference between the pre-test and post-test results is less than 2 per cent of the span gas value.

ELR TEST RUN

Installation of the measuring equipment

The opacimeter and sample probes, if applicable, must be installed after the exhaust silencer or any after-treatment
device, if fitted, according to the general installation procedures specified by the instrument manufacturer. Addi-
tionally, the requirements of paragraph 10 of ISO 11614 must be observed, where appropriate.

Prior to any zero and full scale checks, the opacimeter must be warmed up and stabilised according to the instru-
ment manufacturer’s recommendations. If the opacimeter is equipped with a purge air system to prevent sooting
of the meter optics, this system must also be activated and adjusted according to the manufacturer’s
recommendations.

Checking of the opacimeter

The zero and full scale checks must be made in the opacity readout mode, since the opacity scale offers two truly
definable calibration points, namely O per cent opacity and 100 per cent opacity. The light absorption coefficient
is then correctly calculated based upon the measured opacity and the L,, as submitted by the opacimeter manu-
facturer, when the instrument is returned to the k readout mode for testing.

With no blockage of the opacimeter light beam, the readout must be adjusted to 0,0 % * 1,0 % opacity. With the
light being prevented from reaching the receiver, the readout must be adjusted to 100,0 % * 1,0 % opacity.

Test cycle

Conditioning of the engine

Warming up of the engine and the system must be at maximum power in order to stabilise the engine parameters
according to the recommendation of the manufacturer. The preconditioning phase should also protect the actual
measurement against the influence of deposits in the exhaust system from a former test.

When the engine is stabilised, the cycle must be started within 20 * 2 s after the preconditioning phase. At the
manufacturers request, a dummy test may be run for additional conditioning before the measurement cycle.

(') The test points must be selected using approved statistical methods of randomisation.
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3.3.2. Test sequence

The test consists of a sequence of three load steps at each of the three engine speeds A (cycle 1), B (cycle 2) and C
(cycle 3) determined in accordance with annex 4, paragraph 1.1, followed by cycle 4 at a speed within the control
area and a load between 10 per cent and 100 per cent, selected by the Technical Service (*). The following sequence
must be followed in dynamometer operation on the test engine, as shown in Figure 3.

Speed

Load

(i)

10 %

TSeIec{ed Point

Figure 3: Sequence of ELR Test

The engine must be operated at engine speed A and 10 per cent load for 20 + 2 s. The specified speed must
be held to within + 20 min™" and the specified torque must be held to within + 2 per cent of the maximum
torque at the test speed.

At the end of the previous segment, the speed control lever must be moved rapidly to, and held in, the wide
open position for 10 * 1 s. The necessary dynamometer load must be applied to keep the engine speed within
+ 150 min" during the first 3 s, and within + 20 min™" during the rest of the segment.

The sequence described in (a) and (b) must be repeated two times.

Upon completion of the third load step, the engine must be adjusted to engine speed B and 10 per cent load
within 20 £ 2 s.

The sequence (a) to (c) must be run with the engine operating at engine speed B.

Upon completion of the third load step, the engine must be adjusted to engine speed C and 10 per cent load
within 20 £ 2 s.

The sequence (a) to (c) must be run with the engine operating at engine speed C.

Upon completion of the third load step, the engine must be adjusted to the selected engine speed and any
load above 10 per cent within 20 + 2 s.

The sequence (a) to (c) must be run with the engine operating at the selected engine speed.

(") The test points must be selected using approved statistical methods of randomisation.
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3.4.

3.5.

4.1.

4.2.

Cycle validation

The relative standard deviations of the mean smoke values at each test speed (SV ,, SV;, SV, as calculated in accor-
dance with paragraph 6.3.3. of this appendix from the three successive load steps at each test speed) must be
lower than 15 per cent of the mean value, or 10 per cent of the limit value shown in Table 1 of the Regulation,
whichever is greater. If the difference is greater, the sequence must be repeated until 3 successive load steps meet
the validation criteria.

Rechecking of the opacimeter

The post-test opacimeter zero drift value must not exceed £ 5,0 per cent of the limit value shown in Table 1 of the
Regulation.

CALCULATION OF THE GASEOUS EMISSIONS

Data evaluation

For the evaluation of the gaseous emissions, the chart reading of the last 30 seconds of each mode must be aver-
aged, and the average concentrations (conc) of HC, CO and NO, during each mode must be determined from the
average chart readings and the corresponding calibration data. A different type of recording can be used if it ensures
an equivalent data acquisition.

For the NO, check within the control area, the above requirements apply for NO,, only.

The exhaust gas flow Gpyw or the diluted exhaust gas flow Grory, if used optionally, must be determined in
accordance with annex 4, appendix 4, paragraph 2.3.

Dry/Wet correction

The measured concentration must be converted to a wet basis according to the following formulae, if not already
measured on a wet basis.

conc (wet) = Ky, x conc (dry)

For the raw exhaust gas:

G
_ FUEL
KW,r_(l_FFHX G )_sz
AIRD

and
1,969

F -
" GFUEL
1+
G

AIRW

For the diluted exhaust gas:

HTCRAT x CO % (wet)
Ky, =[1-
200

W1

or
_ (1 B Kw1)
We2 HTCRAT x CO,% (dry)
1+
200

For the dilution air: For the intake air:
(if different from the dilution air)

Kwa=1-Ky,y Kwa=1-Kw>
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4.3.

4.4.

1,608 xH, 1,608 xH

K = K = a
W1 1000+ (1,608 xH)) W2 1000+ (1,608 xH)
a,

_ 6,220xR;xp, _ 6,220%R xp,
pB—pd><Rd><10_2 ‘ pB—anRaXlO_2

where:

H, Hy = g water per kg dry air

Ry, R, = relative humidity of the dilution/intake air, %

Pa Pa = saturation vapour pressure of the dilution/intake air, kPa
Ps = total barometric pressure, kPa

No, Correction for humidity and temperature

As the NO, emission depends on ambient air conditions, the NO, concentration must be corrected for ambient air
temperature and humidity with the factors given in the following formulae:

1
K =
B 1+ Ax(H,-10,71) +Bx (T,-298)

with:
A = 0,309 Gpyp/Gamp — 0,0266
B = —0,209 Gup/Gamp + 0,00954
T, = temperature of the air, K
H, = humidity of the intake air, g water per kg dry air in which:
_ 6220xR,xp,
py—p,*R x10"
R, = relative humidity of the intake air, %
p. = saturation vapour pressure of the intake air, kPa
ps = total barometric pressure, kPa

Calculation of the emission mass flow rates

The emission mass flow rates (g/h) for each mode must be calculated as follows, assuming the exhaust gas density
to be 1,293 kg/m3 at 273 K (0 °C) and 101,3 kPa:

(1) Nox mass = 0’001587 x Nox conc x KH,D x GEXHW

(2) COma\ss = 0’000966 x Coconc X GEXHW

(3) Hcmass = 0'000479 x HCconc X GEXHW

where NO, o, COoner HC o (1) are the average concentrations (ppm) in the raw exhaust gas, as determined in

paragraph 4.1.

If, optionally, the gaseous emissions are determined with a full flow dilution system, the following formulae must
be applied:

(1) NOjass = 0,001587 x NOy cone * Kiyp * Grorw

(2) Comass = 0’000966 x Coconc x GTOTW

(3) Hcmass = 0’000479 x HCconc x GTOTW

where NO, oner COconer HCoone () are the average background corrected concentrations (ppm) of each mode in

the diluted exhaust gas, as determined in annex 4, appendix 2, paragraph 4.3.1.1.

(") Based on C1 equivalent.
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4.5.

4.6.

Calculation of the specific emissions

The emissions (g/kWh) must be calculated for all individual components in the following way:

T~ 2 NOx mass x WFi
NO =S —me |

TP, W

z Comass * WFi
CO=——"—"—

Z P(n)i x WFi
i~ _ z Hcmass * WE,

> P(n),; x WFil

The weighting factors (WF) used in the above calculation are according to paragraph 2.7.1.

Calculation of the area control values

For the three control points selected according to paragraph 2.7.6., the NO, emission must be measured and cal-
culated according to paragraph 4.6.1. and also determined by interpolation from the modes of the test cycle clos-
est to the respective control point acording to paragraph 4.6.2. The measured values are then compared to the
interpolated values according to paragraph 4.6.3.

Calculation of the specific emission

The NO, emission for each of the control points (Z) must be calculated as follows:

Nox mass,Z = 0'001587 X Nox conc,Z X KH,D x GEXHW
Nox,Z = Nox mass,Z / P<n)Z

. Determination of the emission value from the test cycle

The NO, emission for each of the control points must be interpolated from the four closest modes of the test cycle
that envelop the selected control point Z as shown in Figure 4. For these modes (R, S, T, U), the following defini-
tions apply:

Speed(R) = Speed(T) = ngy
Speed(s) = Specd(U) = ng;
Per cent load(R) = Per cent load(s)
Per cent load(T) = Per cent load(U).

The NO, emission of the selected control point Z must be calculated as follows:

Ez = ERS + (ETU - ERS) ' (Mz - MRS) / (MTU - MRS)
and:
Ery = Ex+ (Ey — Ep) - (ny — ngy) [ (Ngy — Ngy)
Eps = Eg + (Eg — Eg) - (ng — ngy) [ (ngy — Ngy)
Mpy = My + My = My) * (0 = ngy) [ (Nsy = Ngy)
Mps = Mg + (Mg = M) - (nz = ngy) | (Ngyy — Ngy)
where:
Eg, Es, Ep, Ey = specific NO, emission of the enveloping modes calculated in accordance with para-

graph 4.6.1.

Mg, Mg, My, My, = engine torque of the enveloping modes



L 70/72

Official Journal of the European Union

9.3.2007

Figure 4: Interpolation of NO,, Control Point

4.6.3. Comparison of NO, emission values

5.1.

5.2.

The measured specific NO, emission of the control point Z (NO, ,) is compared to the interpolated value (E;) as
follows:

NO, gy = 100 x (NO,, ~ E,) | E,

CALCULATION OF THE PARTICULATE EMISSION

Data evaluation

For the evaluation of the particulates, the total sample masses (Mg,yy;) through the filters must be recorded for
each mode.

The filters must be returned to the weighing chamber and conditioned for at least one hour, but not more than
80 hours, and then weighed. The gross weight of the filters must be recorded and the tare weight (see paragraph 1
of this appendix) subtracted. The particulate mass M is the sum of the particulate masses collected on the primary
and back-up filters.

If background correction is to be applied, the dilution air mass (Mp,;) through the filters and the particulate mass
(M) must be recorded. If more than one measurement was made, the quotient My/Mp;; must be calculated for
each single measurement and the values averaged.

Partial flow dilution system

The final reported test results of the particulate emission must be determined through the following steps. Since
various types of dilution rate control may be used, different calculation methods for Gyppy apply. All calculations
must be based upon the average values of the individual modes during the sampling period.
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5.2.1. Isokinetic systems
Geprw,i = Gexawi X G

G +(G

_ IDILw,i

4; ©

EXHW,i * r)

EXHW,i x I‘)

where r corresponds to the ratio of the cross sectional areas of the isokinetic probe and the exhaust pipe:

5.2.2. Systems with measurement of CO, or NO, concentration
Geprw,i = Gexiw,i ¥ G

COHCEi - concAYi

.=
COI’ICDY1 COl’lCAY1

where:

conc; =  wet concentration of the tracer gas in the raw exhaust
conc, =  wet concentration of the tracer gas in the diluted exhaust
conc, = wet concentration of the tracer gas in the dilution air

Concentrations measured on a dry basis must be converted to a wet basis according to paragraph 4.2. of this
appendix.

5.2.3. Systems with CO, measurement and carbon balance method (!)
206,5 - GFUELi

G R —
EDFW,
' CO,,,-CO,,;

where:
CO,p, = CO, concentration of the diluted exhaust
CO,, = CO, concentration of the dilution air

(concentrations in Vol % on wet basis)

This equation is based upon the carbon balance assumption (carbon atoms supplied to the engine are emitted as
CO,) and determined through the following steps:

Geprw,i = Gexnw,i * G

206,5 x GFUEL,i

GEXW,i x (CO2D,i -Co

9=
2A,i)

and,

5.2.4. Systems with flow measurement

Geprw,i = Gexnw,i * G

G

TOTW,i

% (G G

TOTW,i DILW,i)

5.3.  Full flow dilution system

The reported test results of the particulate emission must be determined through the following steps. All calcula-
tions must be based upon the average values of the individual modes during the sampling period.

Geprw,i = Grorwi

() The value is only valid for the reference fuel specified in the Regulation.
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5.4.

5.5.

5.6.

6.1.

Calculation of the particulate mass flow rate

The particulate mass flow rate must be calculated as follows:

M G
PTmaSS = M f % ’1 EODS\:)]
SAM
where:
1=n
Geppw = 2 Geprw,; * WE;
i=1
i=n
M= Z M ani
i=1
i=1,..n

determined over the test cycle by summation of the average values of the individual modes during the sampling
period.

The particulate mass flow rate may be background corrected as follows:

M

Md
PTmass - x
M

MDIL

f

iznf G
Y1-—]xWE ||| x —==
“~\" DF, 1000

If more than one measurement is made, (Myq/Mp;) must be replaced with the average value of (My/Mpy).

SAM

DF, = 13,4 | (conc CO, + (conc CO + conc HC) x 107%)) for the individual modes
or,

DF, = 13,4 | concCO, for the individual modes

Calculation of the specific emission

The particulate emission must be calculated in the following way:

PT

ﬁ _ mass

2. P(n), * WF,
Effective weighting factor

The effective weighting factor WFg; for each mode must be calculated in the following way:

M., G
WE. = —SAMi_ EDFW

Ei x
MSAM GEDFW,i

The value of the effective weighting factors must be within % 0,003 (0,005 for the idle mode) of the weighting
factors listed in paragraph 2.7.1.

CALCULATION OF THE SMOKE VALUES

Bessel algorithm

The Bessel algorithm must be used to compute the 1 s average values from the instantaneous smoke readings,
converted in accordance with paragraph 6.3.1. The algorithm emulates a low pass second order filter, and its
use requires iterative calculations to determine the coefficients. These coefficients are a function of the response
time of the opacimeter system and the sampling rate. Therefore, paragraph 6.1.1. must be repeated whenever the
system response time and/or sampling rate changes.
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6.2.

Calculation of filter response time and Bessel constants

The required Bessel response time (ty) is a function of the physical and electrical response times of the opacimeter
system, as specified in annex 4, appendix 4, paragraph 5.2.4., and must be calculated by the following equation:

tf:\/l_(t;+t§)

where:
t, = physical response time, s
t. = electrical response time, s

The calculations for estimating the filter cut-off frequency (f.) are based on a step input of 0 to 1 in < 0.01s
(see annex 8). The response time is defined as the time between when the Bessel output reaches 10 per cent
(t;0) and when it reaches 90 per cent (too) of this step function. This must be obtained by iterating on f_ until
too — t1o = tp The first iteration for f is given by the following formula:

fo=m/ (10 x tg)

c

The Bessel constants E and K must be calculated by the following equations:

1

E= —
1+0x3xD+Dx0Q’

K=2xExDxQ2-1)-1

where:

D = 0,618034
At = 1 [sampling rate
Q = 1] [tan(n x At x f)]

Calculation of the Bessel Algorithm

Using the values of E and K, the 1 s Bessel averaged response to a step input Si must be calculated as follows:

Yi = Y tEX S+ 2385+ 5, -4xY, ) +Kx (Y -Y))

i

where:
S.,=8.,=0
S,=1
Y, ,=Y,,=0

The times t,, and ty, must be interpolated. The difference in time between to, and t,, defines the response time t;
for that value of f_. If this response time is not close enough to the required response time, iteration must be
continued until the actual response time is within 1 per cent of the required response as follows:

|(t90_t10) _tfl <0,01x G

Data evaluation

The smoke measurement values must be sampled with a minimum rate of 20 Hz.
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6.3.

Determination of smoke

. Data conversion

Since the basic measurement unit of all opacimeters is transmittance, the smoke values must be converted from
transmittance (1) to the light absorption coefficient (k) as follows:

N
=-—xIn|l-—
. 100
and: N=100-t
where:
k = light absorption coefficient, m™
L, = effective optical path length, as submitted by instrument manufacturer, m

N = opacity, %

T = transmittance, %

The conversion must be applied, before any further data processing is made.

. Calculation of Bessel averaged smoke

The proper cut-off frequency f. is the one that produces the required filter response time t. Once this frequency
has been determined through the iterative process of paragraph 6.1.1., the proper Bessel algorithm constants E
and K must be calculated. The Bessel algorithm must then be applied to the instantaneous smoke trace (k-value), as
described in paragraph 6.1.2:

Yi = Vi vEx(§+2x8,+85,-4xY ) +Kx (Y -Y.,)

i -
The Bessel algorithm is recursive in nature. Thus, it needs some initial input values of S,_; and S,_, and initial
output values Y;_; and Y, , to get the algorithm started. These may be assumed to be 0.

For each load step of the three speeds A, B and C, the maximum 1s value Y, must be selected from the indi-
vidual Y; values of each smoke trace.

. Final result

The mean smoke values (SV) from each cycle (test speed) must be calculated as follows:

For test speed A: SVA = (Ymaxl,A + YmaxZ,A + Ymax},A) / 3

For test Speed B: SVB = (Ymaxl,B + YmaxZ,B + YmaXB,B) / 3

For test Speed G SVC = (Ymaxl,C + YmaxZ,C + Ymax3,C) / 3

where:

Yonaxt> Ymaxor Ymaxs = highest 1 s Bessel averaged smoke value at each of the three load steps

The final value must be calculated as follows:

SV = (0,43 x SV,) + (0,56 x SV;) + (0,01 x SV,)
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1.1.

1.2

1.3.

1.4.

1.5.

ANNEX 4

Appendix 2

ETC TEST CYCLE

ENGINE MAPPING PROCEDURE

Determination of the mapping speed range

For generating the ETC on the test cell, the engine needs to be mapped prior to the test cycle for determining the
speed vs. torque curve. The minimum and maximum mapping speeds are defined as follows:

Minimum mapping speed = idle speed
Maximum mapping speed = ny; x 1,02 or speed where full load torque drops off to zero, whichever is
lower

Performing the engine power map

The engine must be warmed up at maximum power in order to stabilise the engine parameters according to the
recommendation of the manufacturer and good engineering practice. When the engine is stabilised, the engine
map must be performed as follows:

The engine must be unloaded and operated at idle speed.
The engine must be operated at full load setting of the injection pump at minimum mapping speed.

The engine speed must be increased at an average rate of 8 + 1 min™'/s from minimum to maximum mapping
speed. Engine speed and torque points must be recorded at a sample rate of a least one point per second.

Mapping curve generation

All data points recorded under paragraph 1.2. must be connected using linear interpolation between points. The
resulting torque curve is the mapping curve and must be used to convert the normalised torque values of the
engine cycle into actual torque values for the test cycle, as described in paragraph 2.

Alternate mapping

If a manufacturer believes that the above mapping techniques are unsafe or unrepresentative for any given engine,
alternate mapping techniques may be used. These alternate techniques must satisfy the intent of the specified
mapping procedures to determine the maximum available torque at all engine speeds achieved during the test
cycles. Deviations from the mapping techniques specified in this paragraph for reasons of safety or representa-
tiveness must be approved by the Technical Service along with the justification for their use. In no case, how-
ever, must descending continual sweeps of engine speed be used for governed or turbocharged engines.

Replicate tests

An engine need not be mapped before each and every test cycle. An engine must be remapped prior to a test
cycle if:

— an unreasonable amount of time has transpired since the last map, as determined by engineering judgement,
or,

— physical changes or recalibrations have been made to the engine, which may potentially affect engine
performance.
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2.

2.1.

2.2.

2.3.

GENERATION OF THE REFERENCE TEST CYCLE

The transient test cycle is described in appendix 3 to this annex. The normalised values for torque and speed
must be changed to the actual values, as follows, resulting in the reference cycle.

Actual speed

The speed must be unnormalised using the following equation:

% speed (reference speed —idle speed)
Actual speed = 100 + idle speed

The reference speed (n,.¢) corresponds to the 100 per cent speed values specified in the engine dynamometer
schedule of appendix 3. It is defined as follows (see Figure 1 of the Regulation):

- 0
Do = Ny + 95 % x (nhi - n10)

where ny; and n,, are either specified according to the Regulation, paragraph 2 or determined according to
annex 4, appendix 1, paragraph 1.1.

Actual torque
The torque is normalised to the maximum torque at the respective speed. The torque values of the reference
cycle must be unnormalised, using the mapping curve determined according to section 1.3, as follows:

% torque x max. torque
100

Actual torque =

for the respective actual speed as determined in paragraph 2.1.

The negative torque values of the motoring points (‘m’) must take on, for purposes of reference cycle generation,
unnormalised values determined in either of the following ways:

— negative 40 per cent of the positive torque available at the associated speed point;
— mapping of the negative torque required to motor the engine from minimum to maximum mapping speed;

— determination of the negative torque required to motor the engine at idle and reference speeds and linear
interpolation between these two points.

Example of the unnormalisation procedure

As an example, the following test point must be unnormalised:

% speed = 43

% torque = 82

Given the following values:

reference speed = 2200 min™!

idle speed = 600 min™"

results in,

actual speed = 43 x (2200 - 600) O
————— + 600 =1 288 min

100

actual torque = 82 x 700

——— =574 Nm

100
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3.1.

3.2.

3.3.

3.4.

3.5.

3.6.

3.7.

where the maximum torque observed from the mapping curve at 1 288 min™" is 700 Nm.

EMISSIONS TEST RUN

At the manufacturers request, a dummy test may be run for conditioning of the engine and exhaust system
before the measurement cycle.

NG and LPG fuelled engines must be run-in using the ETC test. The engine must be run over a minimum of two
ETC cycles and until the CO emission measured over one ETC cycle does not exceed by more than 10 per cent
the CO emission measured over the previous ETC cycle.

Preparation of the sampling filters (if applicable)

At least one hour before the test, each filter (pair) must be placed in a closed, but unsealed petri dish and placed
in a weighing chamber for stabilisation. At the end of the stabilisation period, each filter (pair) must be weighed
and the tare weight must be recorded. The filter (pair) must then be stored in a closed petri dish or sealed filter
holder until needed for testing. If the filter (pair) is not used within eight hours of its removal from the weighing
chamber, it must be conditioned and reweighed before use.

Installation of the measuring equipment

The instrumentation and sample probes must be installed as required. The tailpipe must be connected to the full
flow dilution system.

Starting the dilution system and the engine

The dilution system and the engine must be started and warmed up until all temperatures and pressures have
stabilised at maximum power according to the recommendation of the manufacturer and good engineering
practice.

Starting the particulate sampling system (if applicable)

The particulate sampling system must be started and running on by-pass. The particulate background level of
the dilution air may be determined by passing dilution air through the particulate filters. If filtered dilution air is
used, one measurement may be done prior to or after the test. If the dilution air is not filtered, measurements at
the beginning and at the end of the cycle, may be done, and the values averaged.

Adjustment of the full flow dilution system

The total diluted exhaust gas flow must be set to eliminate water condensation in the system, and to obtain a
maximum filter face temperature of 325 K (52 °C) or less (see annex 4, appendix 6, paragraph 2.3.1., DT).

Checking the analysers

The emission analysers must be set at zero and spanned. If sample bags are used, they must be evacuated.

Engine starting procedure

The stabilised engine must be started according to the manufacturer’s recommended starting procedure in the
owner’s manual, using either a production starter motor or the dynamometer. Optionally, the test may start
directly from the engine preconditioning phase without shutting the engine off, when the engine has reached the
idle speed.
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3.8.1.

3.8.2.

3.8.3.

3.8.4.

3.8.5.

Test cycle

Test sequence

The test sequence must be started, if the engine has reached idle speed. The test must be performed according to
the reference cycle as set out in paragraph 2 of this appendix. Engine speed and torque command set points
must be issued at 5 Hz (10 Hz recommended) or greater. Feedback engine speed and torque must be recorded at
least once every second during the test cycle, and the signals may be electronically filtered.

Analyser response

At the start of the engine or test sequence, if the cycle is started directly from the preconditioning, the measuring
equipment must be started, simultaneously:

— start collecting or analysing dilution air;

— start collecting or analysing diluted exhaust gas;

— start measuring the amount of diluted exhaust gas (CVS) and the required temperatures and pressures;

— start recording the feedback data of speed and torque of the dynamometer.

HC and NO, must be measured continuously in the dilution tunnel with a frequency of 2 Hz. The average con-
centrations must be determined by integrating the analyser signals over the test cycle. The system response time
must be no greater than 20 s, and must be coordinated with CVS flow fluctuations and sampling time/test cycle
offsets, if necessary. CO, CO,, NMHC and CH, must be determined by integration or by analysing the concen-
trations in the sample bag, collected over the cycle. The concentrations of the gaseous pollutants in the dilution
air must be determined by integration or by collecting into the background bag. All other values must be recorded
with a minimum of one measurement per second (1 Hz).

Particulate sampling (if applicable)

At the start of the engine or test sequence, if the cycle is started directly from the preconditioning, the particulate
sampling system must be switched from by-pass to collecting particulates.

If no flow compensation is used, the sample pump(s) must be adjusted so that the flow rate through the particu-
late sample probe or transfer tube is maintained at a value within £ 5 per cent of the set flow rate. If flow com-
pensation (i.e., proportional control of sample flow) is used, it must be demonstrated that the ratio of main
tunnel flow to particulate sample flow does not change by more than + 5 per cent of its set value (except for the
first 10 seconds of sampling).

Note: For double dilution operation, sample flow is the net difference between the flow rate through the sample
filters and the secondary dilution air flow rate.

The average temperature and pressure at the gas meter(s) or flow instrumentation inlet must be recorded. If the
set flow rate cannot be maintained over the complete cycle (within + 5 per cent) because of high particulate
loading on the filter, the test must be voided. The test must be rerun using a lower flow rate and/or a larger
diameter filter.

Engine stalling

If the engine stalls anywhere during the test cycle, the engine must be preconditioned and restarted, and the test
repeated. If a malfunction occurs in any of the required test equipment during the test cycle, the test must be
voided.

Operations after test

At the completion of the test, the measurement of the diluted exhaust gas volume, the gas flow into the collect-
ing bags and the particulate sample pump must be stopped. For an integrating analyser system, sampling must
continue until system response times have elapsed.
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3.9.1.

The concentrations of the collecting bags, if used, must be analysed as soon as possible and in any case not later
than 20 minutes after the end of the test cycle.

After the emission test, a zero gas and the same span gas must be used for re-checking the analysers. The test
will be considered acceptable if the difference between the pre-test and post-test results is less than 2 per cent of
the span gas value.

For diesel engines only, the particulate filters must be returned to the weighing chamber no later than one hour
after completion of the test and must be conditioned in a closed, but unsealed petri dish for at least one hour,
but not more than 80 hours before weighing.

Verification of the test run

Data shift

To minimise the biasing effect of the time lag between the feedback and reference cycle values, the entire engine
speed and torque feedback signal sequence may be advanced or delayed in time with respect to the reference
speed and torque sequence. If the feedback signals are shifted, both speed and torque must be shifted the same
amount in the same direction.

Calculation of the cycle work

The actual cycle work W, (kWh) must be calculated using each pair of engine feedback speed and torque values
recorded. This must be done after any feedback data shift has occurred, if this option is selected. The actual cycle
work W, is used for comparison to the reference cycle work W, ¢ and for calculating the brake specific emis-
sions (see paragraphs 4.4. and 5.2). The same methodology must be used for integrating both reference and
actual engine power. If values are to be determined between adjacent reference or adjacent measured values,
linear interpolation must be used.

In integrating the reference and actual cycle work, all negative torque values must be set equal to zero and
included. If integration is performed at a frequency of less than 5 Hertz, and if, during a given time segment, the
torque value changes from positive to negative or negative to positive, the negative portion must be computed
and set equal to zero. The positive portion must be included in the integrated value.

W, must be between — 15 % and + 5 % of W,

act ref*

Validation statistics of the test cycle

Linear regressions of the feedback values on the reference values must be performed for speed, torque and
power. This must be done after any feedback data shift has occurred, if this option is selected. The method of
least squares must be used, with the best fit equation having the form:

y=mx+b

where:

y = feedback (actual) value of speed (min'), torque (Nm), or power (kW)
m = slope of the regression line

x = reference value of speed (min™"), torque (Nm), or power (kW)

b = vy intercept of the regression line

The standard error of estimate (SE) of y on x and the coefficient of determination (r) must be calculated for each
regression line.

It is recommended that this analysis be performed at 1 Hertz. All negative reference torque values and the asso-
ciated feedback values must be deleted from the calculation of cycle torque and power validation statistics. For a
test to be considered valid, the criteria of table 6 must be met.
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Table 6

Regression line tolerances

Speed

Torque

Power

Standard error of estimate (SE)
of Yon X

Slope of the regression line, m

Coefficient of determination, r?

Y intercept of the regression
line, b

max 100 min™

0,95 to 1,03

min 0,9700

(min 0,9500)

+ 50 min~!

max 13 % (15 %) of
power map maximum
engine torque

0,83 -1,03

min 0,8800

(min 0,7500)

+20Nmor+2%

(£ 20 Nm or £ 3 %) of
max torque whichever
is greater

max 8 % (15 %) of
power map maximum
engine power

0,89 - 1,03

(0,83 -1,03)
min 0,9100

(min 0,7500)

t4kWorz2%

(+ 4 Kw or + 3 %) of
max power whichever
is greater

The figures shown in brackets may be used for the type-approval testing of gas engines until 1 October 2005.

Table 7

Permitted Point Deletions From Regression Analysis

Condition

Points to be deleted

Full load and torque feedback # torque reference

No load, not an idle point, and torque feedback >

torque reference

No load|closed throttle, idle point and speed >

reference idle speed

Torque and/or power

Torque and/or power

Speed and/or power

CALCULATION OF THE GASEOUS EMISSIONS

Determination of the diluted exhaust gas flow

The total diluted exhaust gas flow over the cycle (kg/test) must be calculated from the measurement values over
the cycle and the corresponding calibration data of the flow measurement device (V,, for PDP or K, for CFV, as
determined in annex 4, appendix 5, paragraph 2.). The following formulae must be applied, if the temperature of
the diluted exhaust is kept constant over the cycle by using a heat exchanger (+ 6 K for a PDP-CVS, + 11 K for a

CFV-CVS, see annex 4, appendix 6, paragraph 2.3.).

For the PDP-CVS system

Miomy = 1,293 x Vo x Ny % (pg — py) x 273 [ (101,3 x T)

where:

Miorw = mass of the diluted exhaust gas on wet basis over the cycle, kg

Vo = volume of gas pumped per revolution under test conditions, m*[rev
Np = total revolutions of pump per test

Ps = atmospheric pressure in the test cell, kPa

P = pressure depression below atmospheric at pump inlet, kPa

T = average temperature of the diluted exhaust gas at pump inlet over the cycle, K
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For the CFV-CVS system

Mrorw = 1,293 x t x K, x p, [ T

where:

Miorw = mass of the diluted exhaust gas on wet basis over the cycle, kg

t = cycle time, s

Ky = calibration coefficient of the critical flow venturi for standard conditions,
Pa = absolute pressure at venturi inlet, kPa

T = absolute temperature at venturi inlet, K

If a system with flow compensation is used (i.e. without heat exchanger), the instantaneous mass emissions must
be calculated and integrated over the cycle. In this case, the instantaneous mass of the diluted exhaust gas must
be calculated as follows.

For the PDP-CVS system:

Mrorw, = 1,293 x Vo x Np; x (py — py) x 273 [ (101,3 = T)

where:
Mrotw; = instantaneous mass of the diluted exhaust gas on wet basis, kg
Np; = total revolutions of pump per time interval

For the CFV-CVS system:

Mrorw,i = 1,293 x At; x Ky, x p,y | T?

where:

Mrotw; = instantaneous mass of the diluted exhaust gas on wet basis, kg
At B time interval, s

i

If the total sample mass of particulates (Mg ,,,) and gaseous pollutants exceeds 0,5 per cent of the total CVS flow
(Mrorw), the CVS flow must be corrected for Mg,y or the particulate sample flow must be returned to the CVS
prior to the flow measuring device (PDP or CFV).

NO, correction for humidity

As the NO, emission depends on ambient air conditions, the NO, concentration must be corrected for ambient
air humidity with the factors given in the following formulae.

() for diesel engines:

1
K =
P 1-0,0182 % (H,-10,71)

(b) for gas engines:

1
K. =
16 1-0,0329 x (H,-10,71)

where:

H, = humidity of the intake air, grams of water per kg of dry air,
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in which:

6,220 x R xp,

a

pB—paxRax 1072

R

a

I

relative humidity of the intake air, %

p. = saturation vapour pressure of the intake air, kPa

ps = total barometric pressure, kPa

Calculation of the emission mass flow

Systems with constant mass flow

For systems with heat exchanger, the mass of the pollutants (g/test) must be determined from the following
equations:

(1)  NO, s = 0,001587 - NO, conc * Kyyp - Myorw (diesel engines)

(2)  NOj 1ass = 0,001587 - NO, (onc * Ky - Mrorw (gas engines)

(3) COpue = 0,000966 - CO,. - Mrorw

(4)  HC. = 0,000479 - HC_,,,c * Mromw’ (diesel engines)

(5) HC e = 0,000502 - HC.o,,c * Myorw’ (LPG fuelled engines)
(6) HC, . = 0,000552 - HC .o * Mrorw’ (NG fuelled engines)
(7)  NMHC,,, = 0,000479 - NMHC_, .. * Mrorw’ (diesel engines)

(8) NMHC,, = 0,000502 - NMHC_, .. * Mrorw’ (LPG fuelled engines)
(9) NMHC,,,, = 0,000516 x NMHC,,,. * Myorw’ (NG fuelled engines)
(10) CHy s = 0,000552 x CH, .one * Mrorw (NG fuelled engines)
where:

NO; coner COcones HCeone (1), NMHC, ., CH, onc = average background corrected concentrations over the cycle

from integration (mandatory for NO, and HC) or bag measurement, ppm

Miorw = total mass of diluted exhaust gas over the cycle as determined in paragraph 4.1., kg

Kyp = humidity correction factor for diesel engines as determined in paragraph 4.2., based on cycle aver-
aged intake air humidity

Ky = humidity correction factor for gas engines as determined in paragraph 4.2., based on cycle averaged
intake air humidity

Concentrations measured on a dry basis must be converted to a wet basis in accordance with annex 4, appen-
dix 1, paragraph 4.2.

The determination of NMHC,,. and CH, ... depends on the method used (see annex 4, appendix 4, para-
graph 3.3.4.). Both concentrations must be determined as follows, whereby CH, is subtracted from HC for the
determination of NMHC

conc®

(@) GC method

NMHC =HC

conc conc

CH

4 conc

CH = as measured

4 conc

(") Based on C1 equivalent.
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(b) NMC method

_ HC(w/o Cutter) - (1 - CE, ) —HC(w/Cutter)

NMHC_ =
conc CEE _ CEM
HC(w/Cutter) —HC(w/o Cutter) - (1 - CEy)
CH =
4
conc CEE _ CEM

where:
HC(w/Cutter) = HC concentration with the sample gas flowing through the NMC
HC(w/o Cutter) = HC concentration with the sample gas bypassing the NMC
CEy = methane efficiency as determined per annex 4, appendix 5, paragraph 1.8.4.1.
CEg = ethane efficiency as determined per annex 4, appendix 5, paragraph 1.8.4.2.

Determination of the background corrected concentrations

The average background concentration of the gaseous pollutants in the dilution air must be subtracted from
measured concentrations to get the net concentrations of the pollutants. The average values of the background
concentrations can be determined by the sample bag method or by continuous measurement with integra-
tion. The following formula must be used.

conc = conc, — concy + (1 — (1/DF))

where:

conc = concentration of the respective pollutant in the diluted exhaust gas, corrected by the amount of the
respective pollutant contained in the dilution air, ppm

conc, = concentration of the respective pollutant measured in the diluted exhaust gas, ppm

concg = concentration of the respective pollutant measured in the dilution air, ppm

DF = dilution factor

The dilution factor shall be calculated as follows:

FS
DEF = -

2,conce + (HCCOHCE + COCODCE) ’ 10
where:
COyconce = concentration of CO, in the diluted exhaust gas, % vol
HC.,... = concentration of HC in the diluted exhaust gas, ppm C1
COonce = concentration of CO in the diluted exhaust gas, ppm
Fg = stoichiometric factor

Concentrations measured on dry basis must be converted to a wet basis in accordance with annex 4, appendix 1,
paragraph 4.2.

The stoichiometric factor must be calculated as follows:

F,=100-
x+X+3,76'(X+X)
2 4

where:

X, y = fuel composition C,H,
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Alternatively, if the fuel composition is not known, the following stoichiometric factors may be used:

Fg (diesel) = 13,4
F (IPG) = 11,6
F¢ (NG) =95

4.3.2.  Systems with flow compensation

For systems without heat exchanger, the mass of the pollutants (g/test) must be determined by calculating the
instantaneous mass emissions and integrating the instantaneous values over the cycle. Also, the background cor-
rection must be applied directly to the instantaneous concentration value. The following formulae must be applied:

n

(1) NOy mass = 2 (Mromy; ¥ NO, ey * 0001587 x Ky 1) = My * NO, g * (1= 1/DF) x 0,001587 <K, )
i=1
(diesel engines)
n
(2) NOX mass = Z (MTOTW,i x Nox conce,i x 0,001587 x KH,G) - (MTOTW x Nox conced * (1 - 1/DF) * 0,001587 x KH,G)
i=1
(gas engines)
n
(3) Comass = 2 (MTOTW,i x Coconce,i x 0‘000966) - (MTOT\V * Coconcd x (1 - 1/DF) x 0‘000966)
i=1
n
(4) Hcmass = z (MTOTW,i x Hcconce,i * 0’000479) - (MTOTW x HCconcd x (1 - 1/DF) * 0’000479)
i=1
(diesel engines)
n
(5) HCmass = z (MTOTW,i x Hcconce,i * 0’000502) - (MTOTW x Hcconcd x (1 - 1/DF) * 0’000502)
i=1
(LPG engines)
n
(6) HCmass = z (MTOTW,i x Hcconce,i * 0’000552) - (MTOTW x Hcconcd x (1 - 1/DF) x 0’000552)
i=1
(NG engines)
n
(7) NMHCmass = z (MTOTW,i x NMHCconcc,i * 0’000479) - (MTOTW x NMHCconcd * (1 - 1/DF) x 0‘000479)
i=1
(diesel engines)
n
(8) NMHCmass = z (MTOTW,i x NMHCconcc,i * 0’000502) - (MTOTW x NMHCconcd * (1 - 1/DF) x 0‘000502)
i=1
(LPG engines)
n
(9) NMHCmass = z (MTOTW,i x NMHCconce,i * 0’000516) - (MTOTW x NMHCconcd x (1 - I/DF) x 0‘000516)
i=1
(NG engines)
n
(10) CHypays = Z (MTOTWJ * CH, conces 0’000552) - (MTOTW * CH, onea * (1-1/DF) x 0'000552)
i=1
(NG engines)
where:
cone, = concentration of the respective pollutant measured in the diluted exhaust gas, ppm
concy = concentration of the respective pollutant measured in the dilution air, ppm
Miorw; = instantaneous mass of the diluted exhaust gas (see paragraph 4.1.), kg
Miorw = total mass of diluted exhaust gas over the cycle (see paragraph 4.1.), kg
Kup = humidity correction factor for diesel engines as determined in paragraph 4.2., based on cycle aver-
aged intake air humidity
K = humidity correction factor for gas engines as determined in paragraph 4.2., based on cycle aver-

aged intake air humidity

DF = dilution factor as determined in paragraph 4.3.1.1.



9.3.2007

Official Journal of the European Union

L 70/87

4.4.

5.1.

Calculation of the specific emissions

The emissions (g/kWh) must be calculated for the individual components, as required according to para-
graphs 5.2.1. and 5.2.2. for the respective engine technology, in the following way:

NO = NO, e | Waer (diesel and gas engines)
X

0 = COpuss | Wit (diesel and gas engines)

HC = HCpss | Waaee (diesel and gas engines)

NMHC = NMHC,_ .. [ W,  (diesel and gas engines)

C_H4 = CHy mass | Wact (NG fuelled gas engines)
where:
W, = actual cycle work as determined in paragraph 3.9.2., kWh.

CALCULATION OF THE PARTICULATE EMISSION (IF APPLICABLE)

Calculation of the mass flow

The particulate mass (g/test) must be calculated as follows:

M M
T - £ Totw
M, 1000
where:
M = particulate mass sampled over the cycle, mg
Miorw = total mass of diluted exhaust gas over the cycle as determined in paragraph 4.1., kg
Mgam = mass of diluted exhaust gas taken from the dilution tunnel for collecting particulates, kg
and,
M = Mg, + My, if weighed separately, mg
Mg, = particulate mass collected on the primary filter, mg
Mgy, = particulate mass collected on the back-up filter, mg

If a double dilution system is used, the mass of the secondary dilution air must be subtracted from the total mass
of the double diluted exhaust gas sampled through the particulate filters.

Msam = Mror — Mgge

where:
Mot = mass of double diluted exhaust gas through particulate filter, kg
Mgz = mass of secondary dilution air, kg

If the particulate background level of the dilution air is determined in accordance with paragraph 3.4., the par-
ticulate mass may be background corrected. In this case, the particulate mass (g/test) must be calculated as follows:

M, [ M, 1
PT = - x{1-—
mass M M DF

SAM DIL

M

TOTW
X —

1000
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where:
Mg Mg Mrotw = see above
Mpi = mass of primary dilution air sampled by background particulate sampler, kg
My = mass of the collected background particulates of the primary dilution air, mg
DF = dilution factor as determined in paragraph 4.3.1.1.

5.2 Calculation of the specific emission

The particulate emission (g/kWh) must be calculated in the following way:

PT=PT__|W

mass act

where:

W, = actual cycle work as determined in paragraph 3.9.2., kWh.
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50,6
50,4
49,9
49,1
47,9
48,1
47,5
46,9
47,7
46,9
46,5
48

47,2
48,7
48,7
47,8
48,8
47,4
47,3

Norm.
Torque

. 5 5 § 8 § 9 £

g 8 2 g 85 =2

31,3
45,3
44,5
61

64,3
64,4
65,6
64,5
82,9
86

89

81,4
49,9
20,1
24

36,2
34,5
30,3
53,5
61,6
73,6
84,6
87,7
80

50,4
38,6
63,1

47,4

Time

1061
1062
1063
1064
1065
1066
1067
1068
1069
1070
1071
1072
1073
1074
1075
1076
1077
1078
1079
1080
1081
1082
1083
1084
1085
1086
1087
1088
1089
1090
1091
1092
1093
1094
1095
1096
1097
1098
1099
1100
1101
1102
1103

Norm.

Speed
%
47,3
46,9
46,7
46,8
46,9
46,7
45,5
45,5
44,2

43

42,5
41

39,9
39,9
40,1
39,9
39,4
43,8
52,9
52,8
53,4
54,7
56,3
57,5
59

59,8
60,1
61,8
61,8
61,7
62

62,3
62

61,3

Norm.
Torque

%
49,8
23,9
44,6
65,2
60,4
61,5

‘m’

’

g 5 5 8 &

38,2
48,1
48

59,3
19,8

88,9
99,5
99,3
99,1
99

98,9
98,9
98,9
48,3
55,6
59,8
55,6
29,6
19,3

Time

1104
1105
1106
1107
1108
1109
1110
1111
1112
1113
1114
1115
1116
1117
1118
1119
1120
1121
1122
1123
1124
1125
1126
1127
1128
1129
1130
1131
1132
1133
1134
1135
1136
1137
1138
1139
1140
1141
1142
1143
1144
1145
1146

Norm.

Speed
%
56
54,7
53,3
52,6
53,4
53,9
54,9
55,8
57,1
56,5
58,9
58,7
59,8
61
60,7
59,4
57,9
57,6
56,3
55
53,7
52,1
51,1
49,7
49,1
48,7
48,2
48
48
47,2
47,3
46,6
47,4
46,3
45,4
45,5
44,8
46,6
46,3
48,5
49,9
49,1
49,1

Norm.
Torque

%

67,6
67,6
74,7
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Time

1147
1148
1149
1150
1151
1152
1153
1154
1155
1156
1157
1158
1159
1160
1161
1162
1163
1164
1165
1166
1167
1168
1169
1170
1171
1172
1173
1174
1175
1176
1177
1178
1179
1180
1181
1182
1183
1184
1185
1186
1187
1188
1189
1190

Norm.

Speed
%
51
51,5
50,9
51,6
52,1
50,9
52,2
51,5
51,5
50,8
50,3
50,3
49,3
48,8
47,8
48,1
48,4
49,6
51
51,6
53,3
55,2
55,7
56,4
56,8
57
57,6
56,9
56,4
57
56,4
57
57,7
58,6
58,9
59,4
58,8
60,1
60,6
60,7
60,7
60
60,2
59,7

Time

1191
1192
1193
1194
1195
1196
1197
1198
1199
1200
1201
1202
1203
1204
1205
1206
1207
1208
1209
1210
1211
1212
1213
1214
1215
1216
1217
1218
1219
1220
1221
1222
1223
1224
1225
1226
1227
1228
1229
1230
1231
1232
1233
1234

Norm.

Speed
%
59,8
59,8
59,8

60

59,5
59,9
59,8
59

58,9
59,1
58,9
58,4
58,7
58,3
57,5
57,2
57,1
57

56,4
56,7
55,9
56,3
56,7
56

56

56,4
56,7
56,9
57

57,7
57,5
58,4
58,7
58,2
58,5
58,8
59

58,2
57,6
57,1
57,2
57

56,7
56,8

Norm.
Torque

%
73,3
77,9
73,9
76,5
82,3
82,8
65,8
48,6
62,2
70,4
62,1
67,4
58,9
57,7
57,8
57,6
42,6
70,1
59,6
39
68,1
79,1
89,7
89,4
93,1
93,1
94,4
94,8
94,1
94,3
93,7
93,2
93,2
93,7
93,1
86,2
72,9
59,9
8,5
47,6
74,4
79,1
67,2
69,1

Time

1235
1236
1237
1238
1239
1240
1241
1242
1243
1244
1245
1246
1247
1248
1249
1250
1251
1252
1253
1254
1255
1256
1257
1258
1259
1260
1261
1262
1263
1264
1265
1266
1267
1268
1269
1270
1271
1272
1273
1274
1275
1276
1277
1278

Norm.

Speed
%
56,9

57

57,4
57,3
57,7
57,5
58,6
58,2
58,8
58,3
58,7
59,1
58,6
58,8
58,8
58,7
59,1
59,1
59,4
60,6
59,6
60,1
60,6
59,6
60,7
60,5
59,7
59,6
59,8
59,6
60,1
59,9
59,7
59,6
59,7
59,8
59,9
60,6
60,5
60,2
60,6
60,6
61

61

5 5§ § 5§ § 5

!\J
[=)Y

~ » 55 5

g 5 g5

10,3
10
6,2
7,3
14,8
8,2
5,5
14,3
12



9.3.2007

Official Journal of the European Union

L 70/99

Time

1279
1280
1281
1282
1283
1284
1285
1286
1287
1288
1289
1290
1291
1292
1293
1294
1295
1296
1297
1298
1299
1300
1301
1302
1303
1304
1305
1306
1307
1308
1309
1310
1311
1312
1313
1314
1315
1316
1317
1318
1319
1320
1321
1322

Norm.

Speed
%
61,3
61,2
61,5

61

61,1
60,5
60,2
60,2
60,2
59,9
59,4
59,6
59,3
58,9
58,8
58,9
58,9
58,9
58,7
58,7
59,3
60,1
60,5
59,5
59,7
59,7
60,1
60,8
60,9
61,3
61,8
62

62,2
62,6
62,7
62,9
63,1
63,5
63,6
64,3
63,7
63,8
63,6
63,4

Norm.
Torque

34,2
17,1
15,7
9,5
9,2
4,3
7,8
59
53
4,6
21,5
15,8
10,1
9,4

35,4
30,7
25,9
22,9
24,4
61
56
50,6
16,2
50
31,4
43,1
38,4
40,2
49,7
45,9
45,9
458
46,8
443
44,4
43,7
46,1
40,7
495
27
15
18,7
8,4

Time

1324
1325
1326
1327
1328
1329
1330
1331
1332
1333
1334
1335
1336
1337
1338
1339
1340
1341
1342
1343
1344
1345
1346
1347
1348
1349
1350
1351
1352
1353
1354
1355
1356
1357
1358
1359
1360
1361
1362
1363
1364
1365
1366

Norm.

Speed
%
63,2
63,3
62,9

63

63,1
61,8
61,6
61

61,2
60,8
61,1
60,7
60,6
60,5
60,6
60,9
60,9
61,4
61,3
61,5
61,3
61

60,8
60,9
61,2
60,9
60,7
60,9
60,7
59,6
59,6
59,4
59,3
58,9
59,1
59

59

59

58,8
58,9
58,9
59,3
58,9
59,3

Norm.
Torque

%

8,7
21,6
19,7
22,1
20,3
19,1
17,1

22
40,3
34,3
16,1
16,6
18,5
29,8
19,5
22,3
35,8
42,9
31
19,2
9,3
44,2
55,3
56
60,1
59,1
56,8
58,1
78,4
84,6
66,6
75,5
49,6
75,8
77,6
67,8
56,7
54,2
59,6
60,8
56,1
48,5
42,9

Time

1367
1368
1369
1370
1371
1372
1373
1374
1375
1376
1377
1378
1379
1380
1381
1382
1383
1384
1385
1386
1387
1388
1389
1390
1391
1392
1393
1394
1395
1396
1397
1398
1399
1400
1401
1402
1403
1404
1405
1406
1407
1408
1409
1410

Norm.

Speed
%
59,4
59,6
59,4
59,3
59,4
59,4
58,8
59,1
58,5
58,8
58,5
58,7
59,1
59,1
59,1
59,4
59,7
60,7
59,8
60,2
59,9

61

60,6
60,6
59,6
59,6
60,6
59,8
60

60,5
60,9
61,3
61,2
61,4
61,3
61,4
61,1
61,5
61

61,1
61,4
61,6
61,7
61,8

Norm.
Torque

%
41,4
38,9
32,9
30,6
30
25,3
18,6
18
10,6
10,5
8,2
13,7
7.8

13,1
22,3
10,5
9,8
8,8
8,7
9,1
28,2
22
23,2
19
38,4
41,6
47,3
55,4
58,7
37,9
38,3
58,7
51,3
71,1
51
56,6
60,6
75,4
69,4
69,9
59,6
54,8
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Time

1411
1412
1413
1414
1415
1416
1417
1418
1419
1420
1421
1422
1423
1424
1425
1426
1427
1428
1429
1430
1431
1432
1433
1434
1435
1436
1437
1438
1439
1440
1441
1442
1443
1444
1445
1 446
1447
1448
1449
1450
1451
1452
1453
1454

Norm.

Speed
%
61,6
61,3
61,3
61,2
61,3
61,2
61,2

61

60,9
61

60,7
60,7
60,8
61

61

61,3
61,7
62,3
62,3
62,3
62,8
62,8
62,9
62,9
62,8
62,7
61,5
61,9
61,5
61

60,9
60,6
60,3
60,8
60,2
60,5
60,2
60,7
60,9
59,6
60,2
59,5
59,8
59,6

Norm.
Torque

%
53,6
53,5
52,9
54,1
53,2
52,2
52,3
48

41,5
32,2
22

233
38,8
40,7
30,6
62,6
55,9
43,4
37,4
35,7
34,4
31,5
31,7
29,9
29,4
28,7
14,7
17,2

21,7
22,4
31,6
28,9
21,7
18

16,7
15,7
15,7

Time

1455
1456
1457
1458
1459
1460
1461
1462
1463
1464
1465
1466
1467
1468
1469
1470
1471
1472
1473
1474
1475
1476
1477
1478
1479
1480
1481
1482
1483
1484
1485
1486
1487
1488
1489
1490
1491
1492
1493
1494
1495
1496
1497
1498

Norm.

Speed
%
59,3

59

58,8
58,7
59,2
59,7
60,4
60,2
60,4
59,9
59,9
59,6
59,4
59,4
60,4
59,5
59,3
60,9
60,7
60,9
61

60,6
60,9
60,8
60,7
60,1
59,9
60,4
60,7
59,9
59,7
59,5
59,2
58,8
58,7
58,7
57,9
58,2
57,6
58,3
57,2
57,4
58,3
58,3

Norm.
Torque

%
15,7
7,5
7.1
16,5
50,7
60,2
44
35,3
17,1
13,5
12,8
14,8
15,9
22
38,4
38,8
31,9
40,8
39
30,1
29,3
28,4
36,3
30,5
26,7
4,7
0
36,2
32,5

o 5
N

g g 5 5 g

o
v

27,3
59,9
7,3

Time

1499
1500
1501
1502
1503
1504
1505
1506
1507
1508
1509
1510
1511
1512
1513
1514
1515
1516
1517
1518
1519
1520
1521
1522
1523
1524
1525
1526
1527
1528
1529
1530
1531
1532
1533
1534
1535
1536
1537
1538
1539
1540
1541
1542

Norm.

Speed
%
58,8
58,8
59,4
59,1
59,1

59

59,5
59,4
59,4
59,4
59,4
58,9
59

58,8
58,9
58,8
58,9
59,1
58,8
59

58,7
57,9
58

57,1
56,7
56,7
56,6
56,8
56,3
56,3
56

56,7
56,6
56,9
56,9
57,4
57,4
58,3
58,5
59,1
59,4
59,6
59,5
59,6

Norm.
Torque

%
21,7
38,9
26,2
25,5
26
39,1
52,3
31
27
29,8
23,1
16
31,5
25,9
40,2
28,4
38,9
35,3
30,3

g 5 5 g
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oo
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Time

1543
1544
1545
1546
1547
1548
1549
1550
1551
1552
1553
1554
1555
1556
1557
1558
1559
1560
1561
1562
1563
1564
1565
1566
1567
1568
1569
1570
1571
1572
1573
1574
1575
1576
1577
1578
1579
1580
1581
1582
1583
1584
1585
1586

Norm.

Speed
%
59,3
59,4
59,1

59

58,8
58,7
57,5
57,4
57,1
57,1
57

57,1
57,3
57,3
58,2
58,7
58,3
58,6
59

59,8
59,3
59,7
60,1
60,7
60,7
60,7
60,7
61,1
61,1
60,8
60,1
60,7
60,4
60

59,9
60,8
60,4
60,2
59,6
59,9
59,8
59,6
59,4
60,1

3,7

3,3
16,8
29,3
12,5
12,2
12,7
13,6
21,9
20,9
19,2
15,9
16,7
18,1
40,6
59,7
66,8
58,8
64,7
63,6
83,2
82,2
80,5
78,7
67,9
57,7
60,6
72,7
73,6
74,1
84,6
76,1
76,9

Time

1587
1588
1589
1590
1591
1592
1593
1594
1595
1596
1597
1598
1599
1600
1601
1602
1603
1604
1605
1606
1607
1608
1609
1610
1611
1612
1613
1614
1615
1616
1617
1618
1619
1620
1621
1622
1623
1624
1625
1626
1627
1628
1629
1630

Norm.

Speed
%
59,5
59,8
60,6
59,3
59,3
59,4
58,7
58,8
59,1
59,7
59,5
59,6
59,6
59,4
59,6
59,9
60,5
59,6
59,7
60,9
60,1
59,9
60,8
60,6
60,9

Norm.
Torque

%
84,6
77,5
67,9
47,3
43,1
38,3
38,2
39,2
67,9
60,5
32,9
20
34,4
23,9
15,7
41
26,3
14
21,2
19,6
34,3
27
25,6
26,3
26,1
38
31,6
30,6
29,6
28,8
27,8
20,3
19,6
19,7
18,7
17,7
8,7
1,4
5,9
8,1
458
31,5
22,3
21,7

Time

1631
1632
1633
1634
1635
1636
1637
1638
1639
1640
1641
1642
1643
1644
1645
1646
1647
1648
1649
1650
1651
1652
1653
1654
1655
1656
1657
1658
1659
1660
1661
1662
1663
1664
1665
1666
1667
1668
1669
1670
1671
1672
1673
1674

Norm.

Speed
%
62,8
62,2
62,5
62,3
62,6
62,3
62,7
62,2
61,9
62,5
61,7
61,7
61,6
61,4
60,8
60,7

61

60,4
61

60,7
60,5
60,8
61,2
60,9
61,1
60,7
61,3
60,9
61,4
61,7
61,8
61,7
61,7
61,5
61,3
61,5
61,1
61,4
61,4
61,3
61

61,5
61

60,9

13,1
29,6
28,9
27,1
27,3
20,6
13,9
13,4
26,1
23,7
32,1
33,5
34,1

8,8
18
13

3,7

3,1
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Time  Gored
s %
1675 60,9
1676 60,6
1677 60,6
1678 60,6
1679 60,7
1680 60,6
1681 60,1
1682 60,5
1683 60,4
1684 59,9
1685 59,6
1686 59,6
1687 59,9
1688 59,9
1689 59,8
1690 59,4
1691 59,5
1692 59,6
1693 59,4
1694 60,9
1695 60,5
1696 60,1
1697 60,1
1698 60,5

1699 60

1700 60

1701 60

1702 60,1
1703 59,9
1704 59,4
1705 59,5
1706 59,5
1707 59,5
1708 59,4
1709 59,6
1710 59,5
1711 60,1
1712 59,4
1713 59,8
1714 59,9
1715 60,1
1716 59,6

‘m’ = motoring.

Norm.
Torque

%
4,7
4,1
6,7
12,8
11,9
12,4
12,4
12
11,8
12,4
12,4
9,1

20,4
44
3,1

26,3

20,1

35

22,1

12,2

11
8,2
6,7
5,1
5,1

5,7
8,5

5,5
14,2
6,2
10,3
13,8
13,9
18,9
13,1
54
2,9
7,1
12

Time

1717
1718
1719
1720
1721
1722
1723
1724
1725
1726
1727
1728
1729
1730
1731
1732
1733
1734
1735
1736
1737
1738
1739
1740
1741
1742
1743
1744
1745
1746
1747
1748
1749
1750
1751
1752
1753
1754
1755
1756
1757
1758

Norm.

Speed
%
59,6
59,4
59,6
60,1
60,2
59,4
60,3
59,9
60,2
60,3
60,4
60,6
60,8
60,9
60,9
60,7
60,9
61,1
61,1

61

61

60,6
60,9
60,8
59,9
59,8
59,1
58,8
58,8
58,2
58,5
57,5
57,9
57,8
58,3
57,8
57,5
58,4
58,1
58,8
58,3
58,3

Norm.
Torque

%

4,9
22,7
22
17,4
16,6
28,6
22,4
20
18,6
11,9
11,6
10,6

15,3
38
15,4
11,8
81
5,5

Time

1759
1760
1761
1762
1763
1764
1765
1766
1767
1768
1769
1770
1771
1772
1773
1774
1775
1776
1777
1778
1779
1780
1781
1782
1783
1784
1785
1786
1787
1788
1789
1790
1791
1792
1793
1794
1795
1796
1797
1798
1799
1 800

Norm.

Speed
%
59
58,2
57,9
58,5
57,4
58,2
58,2
57,3
58
57,5
57,4
58,8
57,7
58,4
58,4
59
59
58,8
58,8
59,1
59,4
59,6
50
40
30
20

—
o

O O O O O O O O O o o o o o o

Norm.
Torque

%
4,1
4,9
10,1
7,5

6,7

6,6
17,3
11,4
47,4
28,8
24,3
25,5
35,5
29,3
33,8
18,7

9,8
23,9
48,2
37,2
29,1
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A graphical display of the ETC dynamometer schedule is shown in Figure 5.
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Figure 5: ETC Dynamometer Schedule
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2.1.

2.2.

ANNEX 4

Appendix 4

MEASUREMENT AND SAMPLING PROCEDURES

INTRODUCTION

Gaseous components, particulates, and smoke emitted by the engine submitted for testing must be measured by
the methods described in annex 4, appendix 6. The respective paragraphs of annex 4, appendix 6 describe the
recommended analytical systems for the gaseous emissions (paragraph 1.), the recommended particulate dilution
and sampling systems (paragraph 2.), and the recommended opacimeters for smoke measurement (paragraph 3.).

For the ESC, the gaseous components must be determined in the raw exhaust gas. Optionally, they may be deter-
mined in the diluted exhaust gas, if a full flow dilution system is used for particulate determination. Particulates
must be determined with either a partial flow or a full flow dilution system.

For the ETC, only a full flow dilution system must be used for determining gaseous and particulate emissions,
and is considered the reference system. However, partial flow dilution systems may be approved by the Techni-
cal Service, if their equivalency according to paragraph 6.2. to the Regulation is proven, and if a detailed descrip-
tion of the data evaluation and calculation procedures is submitted to the Technical Service.

DYNAMOMETER AND TEST CELL EQUIPMENT

The following equipment must be used for emission tests of engines on engine dynamometers.

Engine dynamometer

An engine dynamometer must be used with adequate characteristics to perform the test cycles described in appen-
dices 1 and 2 to this annex. The speed measuring system must have an accuracy of + 2 per cent of reading. The
torque measuring system must have an accuracy of + 3 per cent of reading in the range > 20 per cent of full
scale, and an accuracy of + 0,6 per cent of full scale in the range < 20 per cent of full scale.

Other instruments

Measuring instruments for fuel consumption, air consumption, temperature of coolant and lubricant, exhaust
gas pressure and intake manifold depression, exhaust gas temperature, air intake temperature, atmospheric pres-
sure, humidity and fuel temperature must be used, as required. These instruments must satisfy the requirements
given in table 8:

Table 8

Accuracy of measuring instruments

Measuring instrument

Accuracy

Fuel Consumption

+ 2 % of Engine’s Maximum Value

Air Consumption

+ 2 % of Engine’s Maximum Value

Temperatures < 600 K (327 °C)

+ 2 K Absolute

Temperatures > 600 K (327 °C)

t 1 % of Reading

Atmospheric Pressure

+ 0,1 kPa Absolute

Exhaust Gas Pressure

+ (0,2 kPa Absolute

Intake Depression

+ (0,05 kPa Absolute

Other Pressures

+ (0,1 kPa Absolute

Relative Humidity

+ 3 % Absolute

Absolute Humidity

+ 5 % of Reading




9.3.2007

Official Journal of the European Union L 70/105

2.3.

2.4,

3.1.

Exhaust gas flow

For calculation of the emissions in the raw exhaust, it is necessary to know the exhaust gas flow (see para-
graph 4.4. of appendix 1). For the determination of the exhaust flow either of the following methods may be
used:

Direct measurement of the exhaust flow by flow nozzle or equivalent metering system;

Measurement of the air flow and the fuel flow by suitable metering systems and calculation of the exhaust flow
by the following equation:

Gextw = Gamrw + Gruge (for wet exhaust mass)

The accuracy of exhaust flow determination must be * 2,5 per cent of reading or better.

Diluted exhaust gas flow

For calculation of the emissions in the diluted exhaust using a full flow dilution system (mandatory for the ETC),
it is necessary to know the diluted exhaust gas flow (see paragraph 4.3. of appendix 2). The total mass flow rate
of the diluted exhaust (Gopyw) or the total mass of the diluted exhaust gas over the cycle (Mygry) must be
measured with a PDP or CFV (annex 4, appendix 6, paragraph 2.3.1.). The accuracy must be * 2 per cent of
reading or better, and must be determined according to the provisions of annex 4, appendix 5, paragraph 2.4.

DETERMINATION OF THE GASEOUS COMPONENTS

General analyser specifications

The analysers must have a measuring range appropriate for the accuracy required to measure the concentrations
of the exhaust gas components (paragraph 3.1.1). It is recommended that the analysers be operated such that the
measured concentration falls between 15 per cent and 100 per cent of full scale.

If read-out systems (computers, data loggers) can provide sufficient accuracy and resolution below 15 per cent of
full scale, measurements below 15 per cent of full scale are also acceptable. In this case, additional calibrations of
at least 4 non-zero nominally equally spaced points are to be made to ensure the accuracy of the calibration
curves according to annex 4, appendix 5, paragraph 1.5.5.2.

The electromagnetic compatibility (EMC) of the equipment must be on a level as to minimise additional errors.
Measurement error

The total measurement error, including the cross sensitivity to other gases (see annex 4, appendix 5, para-
graph 1.9.), must not exceed * 5 per cent of the reading or + 3,5 per cent of full scale, whichever is smaller. For
concentrations of less than 100 ppm the measurement error must not exceed * 4 ppm.

Repeatability

The repeatability, defined as 2.5 times the standard deviation of 10 repetitive responses to a given calibration or
span gas, has to be not greater than * 1 per cent of full scale concentration for each range used above 155 ppm
(or ppm C) or = 2 per cent of each range used below 155 ppm (or ppm C).

Noise

The analyser peak-to-peak response to zero and calibration or span gases over any 10 seconds period must not
exceed 2 per cent of full scale on all ranges used.

Zero drift

The zero drift during a one hour period must be less than 2 per cent of full scale on the lowest range used. The
zero response is defined as the mean response, including noise, to a zero gas during a 30 seconds time interval.
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3.1.5.

3.2.

3.3.

3.3.4.1.

3.3.4.2.

Span drift

The span drift during a one hour period must be less than 2 per cent of full scale on the lowest range used. Span
is defined as the difference between the span response and the zero response. The span response is defined as the
mean response, including noise, to a span gas during a 30 seconds time interval.

Gas drying

The optional gas drying device must have a minimal effect on the concentration of the measured gases. Chemi-
cal dryers are not an acceptable method of removing water from the sample.

Analysers

Paragraphs 3.3.1. to 3.3.4. describe the measurement principles to be used. A detailed description of the mea-
surement systems is given in annex 4, appendix 6. The gases to be measured must be analysed with the follow-
ing instruments. For non-linear analysers, the use of linearising circuits is permitted.

Carbon monoxide (CO) analysis

The carbon monoxide analyser must be of the Non-Dispersive Infra-Red (NDIR) absorption type.

Carbon dioxide (CO,) analysis

The carbon dioxide analyser must be of the Non-Dispersive Infra-Red (NDIR) absorption type.

Hydrocarbon (HC) analysis

For diesel and LPG fuelled gas engines, the hydrocarbon analyser must be of the Heated Flame Ionisation Detec-
tor (HFID) type with detector, valves, pipework, etc. heated so as to maintain a gas temperature of 463 K + 10K
(190 * 10 °C). For NG fuelled gas engines, the hydrocarbon analyser may be of the non heated Flame Ionisation
Detector (FID) type depending upon the method used (see annex 4, appendix 6, paragraph 1.3.).

Non-methane hydrocarbon (NMHC) analysis (NG fuelled gas engines only)

Non-methane hydrocarbons must be determined by either of the following methods:

Gas chromatographic (GC) method

Non-methane hydrocarbons must be determined by subtraction of the methane analysed with a Gas Chromato-
graph (GC) conditioned at 423 K (150 °C) from the hydrocarbons measured according to paragraph 3.3.3.

Non-methane cutter (NMC) method

The determination of the non-methane fraction must be performed with a heated NMC operated in line with an
FID as per paragraph 3.3.3. by subtraction of the methane from the hydrocarbons.

Oxides of nitrogen (NO,) analysis

The oxides of nitrogen analyser must be of the Chemi-Luminescent Detector (CLD) or Heated Chemi-Luminescent
Detector (HCLD) type with a NO,/NO converter, if measured on a dry basis. If measured on a wet basis, a HCLD
with converter maintained above 328 K (55 °C) must be used, provided the water quench check (see annex 4,
appendix 5, paragraph 1.9.2.2.) is satisfied.
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3.4.

3.4.1.

3.4.2.

Sampling of gaseous emissions

Raw exhaust gas (ESC only)

The gaseous emissions sampling probes must be fitted at least 0,5 m or 3 times the diameter of the exhaust pipe
— whichever is the larger — upstream of the exit of the exhaust gas system as far as applicable and sufficiently
close to the engine as to ensure an exhaust gas temperature of at least 343 K (70 °C) at the probe.

In the case of a multi-cylinder engine with a branched exhaust manifold, the inlet of the probe must be located
sufficiently far downstream so as to ensure that the sample is representative of the average exhaust emissions
from all cylinders. In multi-cylinder engines having distinct groups of manifolds, such as in a ‘V-engine’ configu-
ration, it is permissible to acquire a sample from each group individually and calculate an average exhaust emis-
sion. Other methods which have been shown to correlate with the above methods may be used. For exhaust
emission calculation the total exhaust mass flow must be used.

If the engine is equipped with an exhaust after-treatment system, the exhaust sample must be taken downstream
of the exhaust after-treatment system.

Diluted exhaust gas (mandatory for ETC, optional for ESC)

The exhaust pipe between the engine and the full flow dilution system must conform to the requirements of
annex 4, appendix 6, paragraph 2.3.1., EP.

The gaseous emissions sample probe(s) must be installed in the dilution tunnel at a point where the dilution air
and exhaust gas are well mixed, and in close proximity to the particulates sampling probe.

For the ETC, sampling can generally be done in two ways:

— the pollutants are sampled into a sampling bag over the cycle and measured after completion of the test;

— the pollutants are sampled continuously and integrated over the cycle; this method is mandatory for HC
and NO,.

DETERMINATION OF THE PARTICULATES

The determination of the particulates requires a dilution system. Dilution may be accomplished by a partial flow
dilution system (ESC only) or a full flow dilution system (mandatory for ETC). The flow capacity of the dilution
system must be large enough to completely eliminate water condensation in the dilution and sampling systems,
and maintain the temperature of the diluted exhaust gas at or below 325 K (52 °C) immediately upstream of the
filter holders. Dehumidifying the dilution air before entering the dilution system is permitted, and especially use-
ful if dilution air humidity is high. The temperature of the dilution air must be 298 K = 5 K (25 °C £ 5 °C). If the
ambient temperature is below 293 K (20 °C), dilution air pre-heating above the upper temperature limit of 303 K
(30 °C) is recommended. However, the dilution air temperature must not exceed 325 K (52 °C) prior to the intro-
duction of the exhaust in the dilution tunnel.

The partial flow dilution system has to be designed to split the exhaust stream into two fractions, the smaller
one being diluted with air and subsequently used for particulate measurement. For this it is essential that the
dilution ratio be determined very accurately. Different splitting methods can be applied, whereby the type of
splitting used dictates to a significant degree the sampling hardware and procedures to be used (annex 4, appen-
dix 6, paragraph 2.2.). The particulate sampling probe must be installed in close proximity to the gaseous emis-
sions sampling probe, and the installation must comply with the provisions of paragraph 3.4.1.

To determine the mass of the particulates, a particulate sampling system, particulate sampling filters, a micro-
gram balance, and a temperature and humidity controlled weighing chamber, are required.

For particulate sampling, the single filter method must be applied which uses one pair of filters (see para-
graph 4.1.3) for the whole test cycle. For the ESC, considerable attention must be paid to sampling times and
flows during the sampling phase of the test.
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4.1.

4.2.

4.2.1.

4.2.2.

Particulate sampling filters
Filter specification

Fluorocarbon coated glass fibre filters or fluorocarbon based membrane filters are required. All filter types must
have a 0,3 pm DOP (di-octylphthalate) collection efficiency of at least 95 per cent at a gas face velocity between
35 and 80 cm/s.

Filter size

Particulate filters must have a minimum diameter of 47 mm (37 mm stain diameter). Larger diameter filters are
acceptable (paragraph 4.1.5).

Primary and back-up Filters

The diluted exhaust must be sampled by a pair of filters placed in series (one primary and one back-up filter)
during the test sequence. The back-up filter must be located no more than 100 mm downstream of, and must
not be in contact with the primary filter. The filters may be weighed separately or as a pair with the filters placed
stain side to stain side.

Filter face velocity

A gas face velocity through the filter of 35 to 80 cm/s must be achieved. The pressure drop increase between the
beginning and the end of the test must be no more than 25 kPa.

Filter loading

The recommended minimum filter loading must be 0,5 mg/1 075 mm? stain area. For the most common filter
sizes the values are shown in table 9.

Table 9

Recommended filter loadings

Filter Diameter (mm) Recommended Stain Recommended Minimum
47 37 0,5
70 60 1,3
90 80 2,3
110 100 3,6

Weighing chamber and analytical balance specifications
Weighing chamber conditions

The temperature of the chamber (or room) in which the particulate filters are conditioned and weighed must be
maintained to within 295K + 3 K (22 °C + 3 °C) during all filter conditioning and weighing. The humidity must
be maintained to a dew point of 282,5K £ 3K (9,5 °C % 3 °C) and a relative humidity of 45 % + 8 %.

Reference filter weighing

The chamber (or room) environment must be free of any ambient contaminants (such as dust) that would settle
on the particulate filters during their stabilisation. Disturbances to weighing room specifications as outlined in
paragraph 4.2.1. will be allowed if the duration of the disturbances does not exceed 30 minutes. The weighing
room should meet the required specifications prior to personal entrance into the weighing room. At least two
unused reference filters or reference filter pairs must be weighed within 4 hours of, but preferably at the same
time as the sample filter (pair) weighings. They must be the same size and material as the sample filters.
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4.2.3.

4.2.4.

4.3.

5.1.

5.2.

5.2.1.

5.2.2.

If the average weight of the reference filters (reference filter pairs) changes between sample filter weighings by
more than + 5 per cent (+ 7,5 per cent for the filter pair respectively) of the recommended minimum filter load-
ing (paragraph 4.1.5.), then all sample filters must be discarded and the emissions test repeated.

If the weighing room stability criteria outlined in paragraph 4.2.1. is not met, but the reference filter (pair) weigh-
ings meet the above criteria, the engine manufacturer has the option of accepting the sample filter weights or
voiding the tests, fixing the weighing room control system and rerunning the test.

Analytical balance

The analytical balance used to determine the weights of all filters must have a precision (standard deviation) of
20 pg and a resolution of 10 pg (1 digit = 10 pg). For filters less than 70 mm diameter, the precision and reso-
lution must be 2 ug and 1 pg, respectively.

Elimination of static electricity effects

To eliminate the effects of static electricity, the filters should be neutralised prior to weighing, e.g. by a Polonium
neutraliser or a device of similar effect.

Additional specifications for particulate measurement

All parts of the dilution system and the sampling system from the exhaust pipe up to the filter holder, which are
in contact with raw and diluted exhaust gas, must be designed to minimise deposition or alteration of the par-
ticulates. All parts must be made of electrically conductive materials that do not react with exhaust gas compo-
nents, and must be electrically grounded to prevent electrostatic effects.

DETERMINATION OF SMOKE OPACITY

This paragraph provides specifications for the required and optional test equipment to be used for the ELR
test. The smoke must be measured with an opacimeter having an opacity and a light absorption coefficient read-
out mode. The opacity readout mode must only be used for calibration and checking of the opacimeter. The
smoke values of the test cycle must be measured in the light absorption coefficient readout mode.

General requirements

The ELR requires the use of a smoke measurement and data processing system which includes three functional
units. These units may be integrated into a single component or provided as a system of interconnected compo-
nents. The three functional units are:

— An opacimeter meeting the specifications of annex 4, appendix 6, paragraph 3.

— A data processing unit capable of performing the functions described in annex 4, appendix 1, paragraph 6.

— A printer and/or electronic storage medium to record and output the required smoke values specified in
annex 4, appendix 1, paragraph 6.3.

Specific requirements

Linearity

The linearity must be within + 2 per cent opacity.

Zero drift

The zero drift during a one hour period must not exceed * 1 per cent opacity.
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5.2.3.

5.2.4.

5.2.5.

Opacimeter display and range

For display in opacity, the range must be 0-100 per cent opacity, and the readability 0,1 per cent opacity. For
display in light absorption coefficient, the range must be 0-30 m™" light absorption coefficient, and the readabil-
ity 0,01 m™" light absorption coefficient.

Instrument response time

The physical response time of the opacimeter must not exceed 0,2 s. The physical response time is the difference
between the times when the output of a rapid response receiver reaches 10 and 90 per cent of the full deviation
when the opacity of the gas being measured is changed in less than 0,1 s.

The electrical response time of the opacimeter must not exceed 0,05 s. The electrical response time is the differ-
ence between the times when the opacimeter output reaches 10 and 90 per cent of the full scale when the light
source is interrupted or completely extinguished in less than 0,01 s.

Neutral density filters

Any neutral density filter used in conjunction with opacimeter calibration, linearity measurements, or setting
span must have its value known to within 1,0 per cent opacity. The filter's nominal value must be checked for
accuracy at least yearly using a reference traceable to a national or international standard.

Neutral density filters are precision devices and can easily be damaged during use. Handling should be minimised
and, when required, should be done with care to avoid scratching or soiling of the filter.
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1.1.

1.2

1.2.1.

1.2.2.

ANNEX 4
Appendix 5

CALIBRATION PROCEDURE

CALIBRATION OF THE ANALYTICAL INSTRUMENTS

Introduction

Each analyser must be calibrated as often as necessary to fulfil the accuracy requirements of this Regulation. The
calibration method that must be used is described in this paragraph for the analysers indicated in annex 4, appen-
dix 4, paragraph 3. and annex 4, appendix 6, paragraph 1.

Calibration gases

The shelf life of all calibration gases must be respected.

The expiration date of the calibration gases stated by the manufacturer must be recorded.
Pure gases

The required purity of the gases is defined by the contamination limits given below. The following gases must be
available for operation:

Purified nitrogen
(Contamination < 1 ppm C1, <1 ppm CO, < 400 ppm CO,, < 0,1 ppm NO)

Purified oxygen
(Purity > 99,5 % vol O,)

Hydrogen-helium mixture
(40 £ 2 % hydrogen, balance helium)
(Contamination < 1 ppm C1, < 400 ppm CO,)

Purified synthetic air
(Contamination < 1 ppm C1, < 1 ppm CO, < 400 ppm CO,, < 0,1 ppm NO)
(Oxygen content between 18-21 % vol.)

Purified propane or CO for the CVS verification

Calibration and span gases

Mixtures of gases having the following chemical compositions must be available:
C;Hg and purified synthetic air (see paragraph 1.2.1);

CO  and purified nitrogen;

NO, and purified nitrogen (the amount of NO, contained in this calibration gas must not exceed 5 % of the

NO content);

X

CO, and purified nitrogen

CH, and purified synthetic air

C,Hy and purified synthetic air

Note: Other gas combinations are allowed provided the gases do not react with one another.

The true concentration of a calibration and span gas must be within + 2 per cent of the nominal value. All
concentrations of calibration gas must be given on a volume basis (volume percent or volume ppm).
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1.3.

1.4.

1.5.

1.5.5.1.

The gases used for calibration and span may also be obtained by means of a gas divider, diluting with purified
N, or with purified synthetic air. The accuracy of the mixing device must be such that the concentration of the
diluted calibration gases may be determined to within + 2 per cent.

Operating procedure for analysers and sampling system

The operating procedure for analysers must follow the start-up and operating instructions of the instrument
manufacturer. The minimum requirements given in paragraphs 1.4. to 1.9. must be included.

Leakage test

A system leakage test must be performed. The probe must be disconnected from the exhaust system and the end
plugged. The analyser pump must be switched on. After an initial stabilisation period all flow meters should read
zero. If not, the sampling lines must be checked and the fault corrected.

The maximum allowable leakage rate on the vacuum side must be 0,5 per cent of the in-use flow rate for the
portion of the system being checked. The analyser flows and bypass flows may be used to estimate the in-use
flow rates.

Another method is the introduction of a concentration step change at the beginning of the sampling line by
switching from zero to span gas. If after an adequate period of time the reading shows a lower concentration
compared to the introduced concentration, this points to calibration or leakage problems.

Calibration procedure
Instrument assembly

The instrument assembly must be calibrated and calibration curves checked against standard gases. The same gas
flow rates must be used as when sampling exhaust.

Warming-up time

The warming-up time should be according to the recommendations of the manufacturer. If not specified, a mini-
mum of two hours is recommended for warming up the analysers.

NDIR and HFID analyser

The NDIR analyser must be tuned, as necessary, and the combustion flame of the HFID analyser must be opti-
mised (paragraph 1.8.1).

Calibration
Each normally used operating range must be calibrated.
Using purified synthetic air (or nitrogen), the CO, CO,, NO, and HC analysers must be set at zero.

The appropriate calibration gases must be introduced to the analysers, the values recorded, and the calibration
curve established according to paragraph 1.5.5.

The zero setting must be rechecked and the calibration procedure repeated, if necessary.
Establishment of the calibration curve
General guidelines

The analyser calibration curve must be established by at least five calibration points (excluding zero) spaced as
uniformly as possible. The highest nominal concentration must be equal to or higher than 90 per cent of full
scale.

The calibration curve must be calculated by the method of least squares. If the resulting polynomial degree is
greater than 3, the number of calibration points (zero included) must be at least equal to this polynomial degree
plus 2.
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1.5.5.2.

1.5.5.3.

1.6.

1.7.

The calibration curve must not differ by more than * 2 per cent from the nominal value of each calibration
point and by more than % 1 per cent of full scale at zero.

From the calibration curve and the calibration points, it is possible to verify that the calibration has been carried
out correctly. The different characteristic parameters of the analyser must be indicated, particularly:

— the measuring range;
— the sensitivity;

— the date of carrying out the calibration.

Calibration below 15 per cent of Full Scale

The analyser calibration curve must be established by at least 4 additional calibration points (excluding zero)
spaced nominally equally below 15 per cent of full scale.

The calibration curve is calculated by the method of least squares.

The calibration curve must not differ by more than * 4 per cent from the nominal value of each calibration
point and by more than * 1 per cent of full scale at zero.

Alternative methods

If it can be shown that alternative technology (e.g. computer, electronically controlled range switch, etc.) can
give equivalent accuracy, then these alternatives may be used.

Verification of the calibration

Each normally used operating range must be checked prior to each analysis in accordance with the following
procedure.

The calibration must be checked by using a zero gas and a span gas whose nominal value is more than 80 per
cent of full scale of the measuring range.

If, for the two points considered, the value found does not differ by more than + 4 per cent of full scale from the
declared reference value, the adjustment parameters may be modified. Should this not be the case, a new calibra-
tion curve must be established in accordance with paragraph 1.5.5.

Efficiency test of the NO, converter

The efficiency of the converter used for the conversion of NO, into NO must be tested as given in para-
graphs 1.7.1. to 1.7.8. (Figure 6).
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Figure 6: Schematic of NO, converter efficiency device
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1.7.1.

Test set-up

Using the test set-up as shown in Figure 6 (see also annex 4, appendix 4, paragraph 3.3.5.) and the procedure
below, the efficiency of converters can be tested by means of an ozonator.

Calibration

The CLD and the HCLD must be calibrated in the most common operating range following the manufacturer’s
specifications using zero and span gas (the NO content of which must amount to about 80 per cent of the
operating range and the NO, concentration of the gas mixture to less than 5 per cent of the NO concentra-
tion). The NO, analyser must be in the NO mode so that the span gas does not pass through the converter. The
indicated concentration has to be recorded.

Calculation

The efficiency of the NO, converter is calculated as follows:

Efficiency (%) = (1 + d) x 100

where:

a  is the NO, concentration according to paragraph 1.7.6
b is the NO, concentration according to paragraph 1.7.7
¢ is the NO concentration according to paragraph 1.7.4

d is the NO concentration according to paragraph 1.7.5

Adding of oxygen

Via a T-fitting, oxygen or zero air is added continuously to the gas flow until the concentration indicated is
about 20 per cent less than the indicated calibration concentration given in paragraph 1.7.2. (The analyser is in
the NO mode). The indicated concentration ¢ must be recorded. The ozonator is kept deactivated throughout
the process.

Activation of the ozonator

The ozonator is now activated to generate enough ozone to bring the NO concentration down to about 20 per
cent (minimum 10 per cent) of the calibration concentration given in paragraph 1.7.2. The indicated concentra-
tion d must be recorded (The analyser is in the NO mode).

NO, mode

The NO analyser is then switched to the NO, mode so that the gas mixture (consisting of NO, NO,, O, and N,)
now passes through the converter. The indicated concentration a must be recorded. (The analyser is in the NO,
mode).

Deactivation of the ozonator

The ozonator is now deactivated. The mixture of gases described in paragraph 1.7.6. passes through the con-
verter into the detector. The indicated concentration b must be recorded. (The analyser is in the NO, mode).

NO mode

Switched to NO mode with the ozonator deactivated, the flow of oxygen or synthetic air is also shut off. The
NO, reading of the analyser must not deviate by more than + 5 per cent from the value measured according to
paragraph 1.7.2. (The analyser is in the NO mode).

Test interval

The efficiency of the converter must be tested prior to each calibration of the NO, analyser.
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1.7.10.  Efficiency requirement

1.8.

The efficiency of the converter must not be less than 90 per cent, but a higher efficiency of 95 per cent is strongly
recommended.

Note: If, with the analyser in the most common range, the ozonator cannot give a reduction from 80 per cent
to 20 per cent according to paragraph 1.7.5., then the highest range which will give the reduction must
be used.

Adjustment of the FID
Optimisation of the detector response

The FID must be adjusted as specified by the instrument manufacturer. A propane in air span gas should be used
to optimise the response on the most common operating range.

With the fuel and air flow rates set at the manufacturer’s recommendations, a 350 + 75 ppm C span gas must be
introduced to the analyser. The response at a given fuel flow must be determined from the difference between
the span gas response and the zero gas response. The fuel flow must be incrementally adjusted above and below
the manufacturer’s specification. The span and zero response at these fuel flows must be recorded. The difference
between the span and zero response must be plotted and the fuel flow adjusted to the rich side of the curve.

Hydrocarbon response factors
The analyser must be calibrated using propane in air and purified synthetic air, according to paragraph 1.5.

Response factors must be determined when introducing an analyser into service and after major service inter-
vals. The response factor (Ry) for a particular hydrocarbon species is the ratio of the FID C1 reading to the gas
concentration in the cylinder expressed by ppm C1.

The concentration of the test gas must be at a level to give a response of approximately 80 per cent of full
scale. The concentration must be known to an accuracy of * 2 per cent in reference to a gravimetric standard
expressed in volume. In addition, the gas cylinder must be preconditioned for 24 hours at a temperature of 298 K
£ 5K (25°C * 5°C).

The test gases to be used and the recommended relative response factor ranges are as follows:

Methane and purified synthetic air 1,00 < Ry < 1,15 (diesel and LPG engines)
Methane and purified synthetic air 1,00 < R, < 1,07 (NG engines)

Propylene and purified synthetic air 090 <R;< 1,1

Toluene and purified synthetic air 0,90 < R;< 1,10

These values are relative to the response factor (Ry) of 1,00 for propane and purified synthetic air.
Oxygen interference check

The oxygen interference check must be determined when introducing an analyser into service and after major
service intervals.

The response factor is defined and must be determined as described in paragraph 1.8.2. The test gas to be used
and the recommended relative response factor range are as follows:

Propane and nitrogen 0,95 < Ry < 1,05

This value is relative to the response factor (R of 1,00 for propane and purified synthetic air.

The FID burner air oxygen concentration must be within 1 mole % of the oxygen concentration of the burner
air used in the latest oxygen interference check. If the difference is greater, the oxygen interference must be
checked and the analyser adjusted, if necessary.
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1.8.4.

1.8.4.1.

1.8.4.2.

1.9.

1.9.1.

1.9.2.

1.9.2.1.

Efficiency of the non-methane cutter (NMC, for NG fuelled gas engines only)

The NMC is used for the removal of the non-methane hydrocarbons from the sample gas by oxidising all hydro-
carbons except methane. Ideally, the conversion for methane is 0 %, and for the other hydrocarbons represented
by ethane is 100 %. For the accurate measurement of NMHC, the two efficiencies must be determined and used
for the calculation of the NMHC emission mass flow rate (see annex 4, appendix 2, paragraph 4.3.).

Methane efficiency

Methane calibration gas must be flown through the FID with and without bypassing the NMC and the two con-
centrations recorded. The efficiency must be determined as follows:

where:

conc,, = HC concentration with CH, flowing through the NMC

conc,,, = HC concentration with CH, bypassing the NMC

Ethane efficiency

Ethane calibration gas must be flown through the FID with and without bypassing the NMC and the two con-
centrations recorded. The efficiency must be determined as follows:

conc,,
CE.=1-

conc
wlo

where:

conc,, = HC concentration with C,H, flowing through the NMC

conc,,, = HC concentration with C,H, bypassing the NMC
Interference effects with CO, CO,, and NO,, analysers

Gases present in the exhaust other than the one being analysed can interfere with the reading in several ways. Posi-
tive interference occurs in NDIR instruments where the interfering gas gives the same effect as the gas being
measured, but to a lesser degree. Negative interference occurs in NDIR instruments by the interfering gas broad-
ening the absorption band of the measured gas, and in CLD instruments by the interfering gas quenching the
radiation. The interference checks in paragraphs 1.9.1. and 1.9.2. must be performed prior to an analyser’s initial
use and after major service intervals.

CO Analyser interference check

Water and CO, can interfere with the CO analyser performance. Therefore, a CO, span gas having a concentra-
tion of 80 to 100 per cent of full scale of the maximum operating range used during testing must be bubbled
through water at room temperature and the analyser response recorded. The analyser response must not be more
than 1 per cent of full scale for ranges equal to or above 300 ppm or more than 3 ppm for ranges below
300 ppm.

NO,, analyser quench checks

The two gases of concern for CLD (and HCLD) analysers are CO, and water vapour. Quench responses to these
gases are proportional to their concentrations, and therefore require test techniques to determine the quench at
the highest expected concentrations experienced during testing.

CO, quench check

A CO, span gas having a concentration of 80 to 100 per cent of full scale of the maximum operating range
must be passed through the NDIR analyser and the CO, value recorded as A. It must then be diluted approxi-
mately 50 per cent with NO span gas and passed through the NDIR and (H)CLD, with the CO, and NO values
recorded as B and C, respectively. The CO, must then be shut off and only the NO span gas be passed through
the (H)CLD and the NO value recorded as D.
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1.9.2.2.

The quench, which must not be greater than 3 per cent of full scale, must be calculated as follows:

S LI

where:

A is the undiluted CO, concentration measured with NDIR in per cent
B s the diluted CO, concentration measured with NDIR in per cent

C s the diluted NO concentration measured with (H)CLD in ppm

D s the undiluted NO concentration measured with (H)CLD in ppm

Alternative methods of diluting and quantifying of CO, and NO span gas values such as dynamic mixing/blending
can be used.

Water quench check

This check applies to wet gas concentration measurements only. Calculation of water quench must consider dilu-
tion of the NO span gas with water vapour and scaling of water vapour concentration of the mixture to that
expected during testing.

A NO span gas having a concentration of 80 to 100 per cent of full scale of the normal operating range must be
passed through the (H)CLD and the NO value recorded as D. The NO span gas must then be bubbled through
water at room temperature and passed through the (H)CLD and the NO value recorded as C. The analyser’s abso-
lute operating pressure and the water temperature must be determined and recorded as E and F, respectively. The
mixture’s saturation vapour pressure that corresponds to the bubbler water temperature F must be determined
and recorded as G. The water vapour concentration (H, in %) of the mixture must be calculated as follows:

H =100 x (G | E)
The expected diluted NO span gas (in water vapour) concentration (D.) must be calculated as follows:
D, =D x (1 -H/ 100)

For diesel exhaust, the maximum exhaust water vapour concentration (H,,, in %) expected during testing must
be estimated, under the assumption of a fuel atom H/C ratio of 1.8:1. from the undiluted CO, span gas concen-
tration (A, as measured in paragraph 1.9.2.1) as follows:

H, =09 xA
The water quench, which must not be greater than 3 per cent, must be calculated as follows:
% Quench = 100 x (D, - C) [ D,) x (H,, [ H)
where:
D, is the expected diluted NO concentration in ppm
C s the diluted NO concentration in ppm
H,, is the maximum water vapour concentration in %

H s the actual water vapour concentration in %

Note: It is important that the NO span gas contains minimal NO, concentration for this check, since absorption
of NO, in water has not been accounted for in the quench calculations.

Calibration intervals

The analysers must be calibrated according to paragraph 1.5. at least every 3 months or whenever a system
repair or change is made that could influence calibration.
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2.

2.1.

2.2

2.2.1.

CALIBRATION OF THE CVS-SYSTEM

General

The CVS system must be calibrated by using an accurate flowmeter traceable to national or international stan-
dards and a restricting device. The flow through the system must be measured at different restriction settings,
and the control parameters of the system must be measured and related to the flow.

Various types of flowmeters may be used, e. g. calibrated venturi, calibrated laminar flowmeter, calibrated
turbinemeter.

Calibration of the positive displacement pump (PDP)

All parameters related to the pump must be simultaneously measured with the parameters related to the flow-
meter which is connected in series with the pump. The calculated flow rate (in m?/min at pump inlet, absolute
pressure and temperature) must be plotted versus a correlation function which is the value of a specific combi-
nation of pump parameters. The linear equation which relates the pump flow and the correlation function must
then be determined. If a CVS has a multiple speed drive, the calibration must be performed for each range
used. Temperature stability must be maintained during calibration.

Data analysis

The air flow rate (Q,) at each restriction setting (minimum 6 settings) must be calculated in standard m?/min
from the flowmeter data using the manufacturer’s prescribed method. The air flow rate must then be converted
to pump flow (V) in m?Jrev at absolute pump inlet temperature and pressure as follows:
Q T 1013
= —X X

Vo
n 273  p,

where:

Q, = air flow rate at standard conditions (101,3 kPa, 273 K), m3/s
T = temperature at pump inlet, K

pa = absolute pressure at pump inlet (p; — p,), kPa

n = pump speed, rev/s

To account for the interaction of pressure variations at the pump and the pump slip rate, the correlation func-
tion (X,) between pump speed, pressure differential from pump inlet to pump outlet and absolute pump outlet
pressure must be calculated as follows:

1 Ap.
XO:—x ﬁ
n Py

where:

App = pressure differential from pump inlet to pump outlet, kPa

pa = absolute outlet pressure at pump outlet, kPa

A linear least-square fit must be performed to generate the calibration equation as follows:
Vo =Dy —m x (X,)
D, and m are the intercept and slope constants, respectively, describing the regression lines.

For a CVS system with multiple speeds, the calibration curves generated for the different pump flow ranges must
be approximately parallel, and the intercept values (D) must increase as the pump flow range decreases.
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2.3.

2.4.

2.4.1.

The calculated values from the equation must be within + 0,5 per cent of the measured value of V,,. Values of m
will vary from one pump to another. Particulate influx over time will cause the pump slip to decrease, as reflected
by lower values for m. Therefore, calibration must be performed at pump start-up, after major maintenance, and
if the total system verification (paragraph 2.4) indicates a change of the slip rate.

Calibration of the critical flow venturi (CFV)

Calibration of the CFV is based upon the flow equation for a critical venturi. Gas flow is a function of inlet
pressure and temperature, as shown below:

_ Kv x pA
Qs ’\/%

where:

K, = calibration coefficient
pa = absolute pressure at venturi inlet, kPa

T = temperature at venturi inlet, K

Data Analysis

The air flow rate (Q,) at each restriction setting (minimum 8 settings) must be calculated in standard m?/min
from the flowmeter data using the manufacturer’s prescribed method. The calibration coefficient must be calcu-
lated from the calibration data for each setting as follows:

Q*\T
Py

K =

v

where:

Q, = air flow rate at standard conditions (101,3 kPa, 273 K), m3/s
T = temperature at the venturi inlet, K

pa = absolute pressure at venturi inlet, kPa

To determine the range of critical flow, K, must be plotted as a function of venturi inlet pressure. For critical
(choked) flow, K, will have a relatively constant value. As pressure decreases (vacuum increases), the venturi
becomes unchoked and K, decreases, which indicates that the CFV is operated outside the permissible range.

For a minimum of eight points in the region of critical flow, the average K, and the standard deviation must be
calculated. The standard deviation must not exceed + 0,3 per cent of the average K..

Total system verification

The total accuracy of the CVS sampling system and analytical system must be determined by introducing a known
mass of a pollutant gas into the system while it is being operated in the normal manner. The pollutant is analy-
sed, and the mass calculated according to annex 4, appendix 2, paragraph 4.3., except in the case of propane
where a factor of 0,000472 is used in place of 0,000479 for HC. Either of the following two techniques must be
used.

Metering with a critical flow orifice

A known quantity of pure gas (carbon monoxide or propane) must be fed into the CVS system through a cali-
brated critical orifice. If the inlet pressure is high enough, the flow rate, which is adjusted by means of the critical
flow orifice, is independent of the orifice outlet pressure (= critical flow). The CVS system must be operated as in
a normal exhaust emission test for about 5 to 10 minutes. A gas sample must be analysed with the usual equip-
ment (sampling bag or integrating method), and the mass of the gas calculated. The mass so determined must be
within + 3 per cent of the known mass of the gas injected.
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2.4.2.

3.1.

3.2.

3.3.

3.4.

4.1.

4.2.

4.2.1.

4.2.2.

Metering by means of a gravimetric technique

The weight of a small cylinder filled with carbon monoxide or propane must be determined with a precision of
+ 0,01 gram. For about 5 to 10 minutes, the CVS system must be operated as in a normal exhaust emission test,
while carbon monoxide or propane is injected into the system. The quantity of pure gas discharged must be
determined by means of differential weighing. A gas sample must be analysed with the usual equipment (sam-
pling bag or integrating method), and the mass of the gas calculated. The mass so determined must be within
t 3 per cent of the known mass of the gas injected.

CALIBRATION OF THE PARTICULATE MEASURING SYSTEM

Introduction

Each component must be calibrated as often as necessary to fulfil the accuracy requirements of this Regula-
tion. The calibration method to be used is described in this paragraph for the components indicated in annex 4,
appendix 4, paragraph 4. and annex 4, appendix 6, paragraph 2.

Flow measurement

The calibration of gas flow meters or flow measurement instrumentation must be traceable to international and/or
national standards. The maximum error of the measured value must be within * 2 per cent of reading.

If the gas flow is determined by differential flow measurement, the maximum error of the difference must be
such that the accuracy of Ggpy is within * 4 per cent (see also annex 4, appendix 6, paragraph 2.2.1., EGA). It
can be calculated by taking the root mean square of the errors of each instrument.

Checking the partial flow conditions

The range of the exhaust gas velocity and the pressure oscillations must be checked and adjusted according to
the requirements of annex 4, appendix 6, paragraph 2.2.1., EP, if applicable.

Calibration intervals

The flow measurement instrumentation must be calibrated at least every 3 months or whenever a system repair
or change is made that could influence calibration.

CALIBRATION OF THE SMOKE MEASUREMENT EQUIPMENT

Introduction

The opacimeter must be calibrated as often as necessary to fulfil the accuracy requirements of this Regulation. The
calibration method to be used is described in this paragraph for the components indicated in annex 4, appen-
dix 4, paragraph 5. and annex 4, appendix 6, paragraph 3.

Calibration procedure
Warming-up time

The opacimeter must be warmed up and stabilised according to the manufacturer’s recommendations. If the
opacimeter is equipped with a purge air system to prevent sooting of the instrument optics, this system should
also be activated and adjusted according to the manufacturer’'s recommendations.

Establishment of the linearity response

The linearity of the opacimeter must be checked in the opacity readout mode as per the manufacturer’s recom-
mendations. Three neutral density filters of known transmittance, which must meet the requirements of annex 4,
appendix 4, paragraph 5.2.5., must be introduced to the opacimeter and the value recorded. The neutral density
filters must have nominal opacities of approximately 10 %, 20 % and 40 %.
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The linearity must not differ by more than * 2 per cent opacity from the nominal value of the neutral density
filter. Any non-linearity exceeding the above value must be corrected prior to the test.

4.3. Calibration intervals

The opacimeter must be calibrated according to paragraph 4.2.2. at least every 3 months or whenever a system
repair or change is made that could influence calibration.
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ANNEX 4

Appendix 6

ANALYTICAL AND SAMPLING SYSTEMS

1. DETERMINATION OF THE GASEOUS EMISSIONS

1.1.  Introduction

Paragraph 1.2. and figures 7 and 8 contain detailed descriptions of the recommended sampling and analysing sys-
tems. Since various configurations can produce equivalent results, exact conformance with figures 7 and 8 is not
required. Additional components such as instruments, valves, solenoids, pumps, and switches may be used to pro-
vide additional information and coordinate the functions of the component systems. Other components which are
not needed to maintain the accuracy on some systems, may be excluded if their exclusion is based upon good
engineering judgement.

vent
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optional 2 sampling probes

vent
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Figure 7: Flow diagram of raw exhaust gas analysis system for CO, CO,, NO,, HC ESC only

1.2.  Description of the analytical system

An analytical system for the determination of the gaseous emissions in the raw (Figure 7, ESC only) or diluted
(Figure 8. ETC and ESC) exhaust gas is described based on the use of:

HFID analyser for the measurement of hydrocarbons;
NDIR analysers for the measurement of carbon monoxide and carbon dioxide;

HCLD or equivalent analyser for the measurement of the oxides of nitrogen;
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The sample for all components may be taken with one sampling probe or with two sampling probes located in
close proximity and internally split to the different analysers. Care must be taken that no condensation of exhaust
components (including water and sulphuric acid) occurs at any point of the analytical system.

to PSS see figure 21
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Figure 8: Flow diagram of diluted exhaust gas analysis system for CO, CO,, NO,, HC (ETC, optional for ESC test)

1.2.1. Components of figures 7 and 8

EP Exhaust pipe
SP1 Exhaust gas sampling probe (Figure 7 only)

A stainless steel straight closed end multi-hole probe is recommended. The inside diameter must not be greater
than the inside diameter of the sampling line. The wall thickness of the probe must not be greater than 1 mm. There
must be a minimum of 3 holes in 3 different radial planes sized to sample approximately the same flow. The
probe must extend across at least 80 per cent of the diameter of the exhaust pipe. One or two sampling probes
may be used.

SP2 Diluted exhaust gas HC sampling probe (Figure 8 only)

The probe must:
—  be defined as the first 254 mm to 762 mm of the heated sampling line HSL1;
— have a 5 mm minimum inside diameter;

— be installed in the dilution tunnel DT (see paragraph 2.3., Figure 20) at a point where the dilution air and
exhaust gas are well mixed (i.e. approximately 10 tunnel diameters downstream of the point where the exhaust
enters the dilution tunnel);

— be sufficiently distant (radially) from other probes and the tunnel wall so as to be free from the influence of
any wakes or eddies;
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— be heated so as to increase the gas stream temperature to 463 K £ 10 K (190 °C * 10 °C) at the exit of the
probe.

SP3 Diluted exhaust gas CO, CO,, NO, sampling probe (Figure 8 only)

The probe must:
— be in the same plane as SP2;

—  Dbe sufficiently distant (radially) from other probes and the tunnel wall so as to be free from the influence of
any wakes or eddies;

—  be heated and insulated over its entire length to a minimum temperature of 328 K (55 °C) to prevent water
condensation.

HSL1 Heated sampling line

The sampling line provides a gas sample from a single probe to the split point(s) and the HC analyser.
The sampling line must:

— have a 5 mm minimum and a 13,5 mm maximum inside diameter;

— be made of stainless steel or PTFE.

— maintain a wall temperature of 463 K £ 10K (190 °C £ 10 °C) as measured at every separately controlled
heated section, if the temperature of the exhaust gas at the sampling probe is equal to or below 463 K (190 °C);

— maintain a wall temperature greater than 453 K (180 °C), if the temperature of the exhaust gas at the sam-
pling probe is above 463 K (190 °C);

— maintain a gas temperature of 463 K £ 10K (190 °C £ 10 °C) immediately before the heated filter F2 and
the HFID;

HSL2 Heated NO, sampling line
The sampling line must:

— maintain a wall temperature of 328 K to 473 K (55 °C to 200 °C), up to the converter C when using a cool-
ing bath B, and up to the analyser when a cooling bath B is not used.

— be made of stainless steel or PTFE.

SL Sampling line for CO and CO,

The line must be made of PTFE or stainless steel. It may be heated or unheated.
BK Background bag (optional; Figure 8 only)

For the sampling of the background concentrations

BG Sample bag (optional; Figure 8 CO and CO, only)

For the sampling of the sample concentrations.

F1 Heated pre-filter (optional)

The temperature must be the same as HSLI.

F2 Heated filter

The filter must extract any solid particles from the gas sample prior to the analyser. The temperature must be the
same as HSL1. The filter must be changed as needed.

P Heated sampling pump

The pump must be heated to the temperature of HSLI.
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HC Heated flame ionisation detector (HFID) for the determination of the hydrocarbons.

The temperature must be kept at 453 K to 473 K (180 °C to 200 °C).

Co, CO, NDIR analysers for the determination of carbon monoxide and carbon dioxide (optional for the
determination of the dilution ratio for PT measurement).

NO CLD or HCLD analyser for the determination of the oxides of nitrogen.

If a HCLD is used it must be kept at a temperature of 328 K to 473 K (55 °C to 200 °C).

C Converter

A converter must be used for the catalytic reduction of NO, to NO prior to analysis in the CLD or HCLD.

B Cooling bath (optional)

To cool and condense water from the exhaust sample. The bath must be maintained at a temperature of 273 K
to 277 K (0 °C to 4 °C) by ice or refrigeration. It is optional if the analyser is free from water vapour interference as
determined in annex 4, appendix 5, paragraphs 1.9.1. and 1.9.2. If water is removed by condensation, the sample
gas temperature or dew point must be monitored either within the water trap or downstream. The sample gas
temperature or dew point must not exceed 280 K (7 °C). Chemical dryers are not allowed for removing water
from the sample.

T1, T2, T3 Temperature sensor

To monitor the temperature of the gas stream.

T4 Temperature sensor

To monitor the temperature of the NO, - NO converter.

T5 Temperature sensor

To monitor the temperature of the cooling bath.

G1, G2, G3 Pressure gauge

To measure the pressure in the sampling lines.

R1, R2 Pressure regulator

To control the pressure of the air and the fuel, respectively, for the HFID.

R3, R4, R5 Pressure regulator

To control the pressure in the sampling lines and the flow to the analysers.

FL1, FL2, FL3  Flowmeter

To monitor the sample by-pass flow rate.

FL4 to FL6 Flowmeter (optional)

To monitor the flow rate through the analysers.

V1to V5 Selector valve

Suitable valving for selecting sample, span gas or zero gas flow to the analysers.

ve6, V7 Solenoid valve

To by-pass the NO,-NO converter.

V8 Needle valve

To balance the flow through the NO,-NO converter C and the by-pass.

V9, V10 Needle valve

To regulate the flows to the analysers.

V11, V12 Toggle valve (optional)

To drain the condensate from the bath B.
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1.3.

NMHC analysis (NG fuelled gas engines only)

. Gas chromatographic method (GC, Figure 9)

When using the GC method, a small measured volume of a sample is injected onto an analytical column through
which it is swept by an inert carrier gas. The column separates various components according to their boiling
points so that they elute from the column at different times. They then pass through a detector which gives an
electrical signal that depends on their concentration. Since it is not a continuous analysis technique, it can only be
used in conjunction with the bag sampling method as described in annex 4, appendix 4, paragraph 3.4.2.

For NMHC an automated GC with a FID must be used. The exhaust gas must be sampled into a sampling bag from
which a part must be taken and injected into the GC. The sample is separated into two parts (CH,/Air/CO and
NMHC/CO,/H,0) on the Porapak column. The molecular sieve column separates CH,, from the air and CO before
passing it to the FID where its concentration is measured. A complete cycle from injection of one sample to injec-
tion of a second can be made in 30 s. To determine NMHC, the CH, concentration must be subtracted from the
total HC concentration (see annex 4, appendix 2, paragraph 4.3.1.).

Figure 9 shows a typical GC assembled to routinely determine CH,. Other GC methods can also be used based on
good engineering judgement.
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Figure 9: Flow diagram for methane analysis (GC method)

Components of Figure 9
PC Porapak column

Porapak N, 180/300 pm (50/80 mesh), 610 mm length x 2,16 mm ID must be used and conditioned at least 12 h
at 423 K (150 °C) with carrier gas prior to initial use.

MSC Molecular sieve column

Type 13X, 250/350 pm (45/60 mesh), 1 220 mm length x 2,16 mm ID must be used and conditioned at least
12 h at 423 K (150 °C) with carrier gas prior to initial use.

ov Oven

To maintain columns and valves at stable temperature for analyser operation, and to condition the columns at
423K (150 °C).

SLP Sample loop

A sufficient length of stainless steel tubing to obtain approximately 1 cm® volume.

P Pump

To bring the sample to the gas chromatograph.
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D Dryer

A dryer containing molecular sieve must be used to remove water and other contaminants which might be present
in the carrier gas.

HC Flame ionisation detector (FID) to measure the concentration of methane.

V1 Sample injection valve

To inject the sample taken from the sampling bag via SL of Figure 8. It must be low dead volume, gas tight, and
heatable to 423 K (150 °C).

V3 Selector valve

To select span gas, sample, or no flow.

V2,V4,V5,V6,V7,V8 Needle valve

To set the flows in the system.

R1, R2, R3 Pressure regulator

To control the flows of the fuel (= carrier gas), the sample, and the air, respectively.
FC Flow capillary

To control the rate of air flow to the FID

G1, G2, G3 Pressure gauge

To control the flows of the fuel (= carrier gas), the sample, and the air, respectively.
F1, F2, F3, F4, F5 Filter

Sintered metal filters to prevent grit from entering the pump or the instrument.

FL1 Flowmeter

To measure the sample bypass flow rate.

. Non-methane cutter method (NMC, Figure 10)

The cutter oxidises all hydrocarbons except CH, to CO, and H,O, so that by passing the sample through the NMC
only CH, is detected by the FID. If bag sampling is used, a flow diverter system must be installed at SL (see para-
graph 1.2, Figure 8) with which the flow can be alternatively passed through or around the cutter according to
the upper part of Figure 10. For NMHC measurement, both values (HC and CH,) must be observed on the FID and
recorded. If the integration method is used, an NMC in line with a second FID must be installed parallel to the
regular FID into HSL1 (see paragraph 1.2., Figure 8) according to the lower part of Figure 10. For NMHC measure-
ment, the values of the two FID’s (HC and CH,) must be observed and recorded.

The cutter must be characterised at or above 600 K (327 °C) prior to test work with respect to its catalytic effect
on CH, and C,H, at H,O values representative of exhaust stream conditions. The dew point and O, level of the
sampled exhaust stream must be known. The relative response of the FID to CH, must be recorded (see annex 4,
appendix 5, paragraph 1.8.2.).
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Figure 10: Flow diagram for methane analysis with the non-methane cutter (NMC)
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2.1.

2.2.

Components of Figure 10

NMC Non-methane cutter

To oxidise all hydrocarbons except methane.

HC Heated flame ionisation detector (HFID)

To measure the HC and CH, concentrations. The temperature must be kept at 453 K to 473 K (180 °C to 200 °C).

Vi Selector valve

To select sample, zero and span gas. V1 is identical with V2 of Figure 8.

V2,V3 Solenoid valve

To by-pass the NMC

V4 Needle valve

To balance the flow through the NMC and the by-pass.

R1 Pressure regulator

To control the pressure in the sampling line and the flow to the HFID. R1 is identical with R3 of Figure 8.

FL1 Flowmeter

To measure the sample by-pass flow rate. FL1 is identical with FL1 of Figure 8.

EXHAUST GAS DILUTION AND DETERMINATION OF THE PARTICULATES

Introduction

Paragraphs 2.2., 2.3. and 2.4. and figures 11 to 22 contain detailed descriptions of the recommended dilution and
sampling systems. Since various configurations can produce equivalent results, exact conformance with these fig-
ures is not required. Additional components such as instruments, valves, solenoids, pumps, and switches may be
used to provide additional information and coordinate the functions of the component systems. Other compo-
nents which are not needed to maintain the accuracy on some systems, may be excluded if their exclusion is based
upon good engineering judgement.

Partial flow dilution system

A dilution system is described in figures 11 to 19 based upon the dilution of a part of the exhaust stream. Splitting
of the exhaust stream and the following dilution process may be done by different dilution system types. For sub-
sequent collection of the particulates, the entire dilute exhaust gas or only a portion of the dilute exhaust gas is
passed to the particulate sampling system (paragraph 2.4., Figure 21). The first method is referred to as total sam-
pling type, the second method as fractional sampling type.

The calculation of the dilution ratio depends upon the type of system used. The following types are recommended:

Isokinetic systems (Figures 11, 12)

With these systems, the flow into the transfer tube is matched to the bulk exhaust flow in terms of gas velocity
and/or pressure, thus requiring an undisturbed and uniform exhaust flow at the sampling probe. This is usually
achieved by using a resonator and a straight approach tube upstream of the sampling point. The split ratio is then
calculated from easily measurable values like tube diameters. It should be noted that isokinesis is only used for
matching the flow conditions and not for matching the size distribution. The latter is typically not necessary, as
the particles are sufficiently small as to follow the fluid streamlines.
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Flow controlled systems with concentration measurement (Figures 13 to 17)

With these systems, a sample is taken from the bulk exhaust stream by adjusting the dilution air flow and the total
dilute exhaust flow. The dilution ratio is determined from the concentrations of tracer gases, such as CO, or NO,,
naturally occurring in the engine exhaust. The concentrations in the dilute exhaust gas and in the dilution air are
measured, whereas the concentration in the raw exhaust gas can be either measured directly or determined from
fuel flow and the carbon balance equation, if the fuel composition is known. The systems may be controlled by
the calculated dilution ratio (Figures 13, 14) or by the flow into the transfer tube (Figures 12, 13, 14).

Flow controlled systems with flow measurement (Figures 18, 19)

With these systems, a sample is taken from the bulk exhaust stream by setting the dilution air flow and the total
dilute exhaust flow. The dilution ratio is determined from the difference of the two flow rates. Accurate calibration
of the flow meters relative to one another is required, since the relative magnitude of the two flow rates can lead to
significant errors at higher dilution ratios (of 15 and above). Flow control is very straightforward by keeping the
dilute exhaust flow rate constant and varying the dilution air flow rate, if needed.

When using partial flow dilution systems, attention must be paid to avoiding the potential problems of loss of
particulates in the transfer tube, ensuring that a representative sample is taken from the engine exhaust, and deter-
mination of the split ratio. The systems described pay attention to these critical areas.
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Figure 11: Partial flow dilution system with isokinetic probe and fractional sampling (SB control)

Raw exhaust gas is transferred from the exhaust pipe EP to the dilution tunnel DT through the transfer tube TT by
the isokinetic sampling probe ISP. The differential pressure of the exhaust gas between exhaust pipe and inlet to
the probe is measured with the pressure transducer DPT. This signal is transmitted to the flow controller FC1 that
controls the suction blower SB to maintain a differential pressure of zero at the tip of the probe. Under these
conditions, exhaust gas velocities in EP and ISP are identical, and the flow through ISP and TT is a constant frac-
tion (split) of the exhaust gas flow. The split ratio is determined from the cross sectional areas of EP and ISP. The
dilution air flow rate is measured with the flow measurement device FM1. The dilution ratio is calculated from the
dilution air flow rate and the split ratio.
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Figure 12: Partial flow dilution system with isokinetic probe and fractional sampling (PB control)

Raw exhaust gas is transferred from the exhaust pipe EP to the dilution tunnel DT through the transfer tube TT by
the isokinetic sampling probe ISP. The differential pressure of the exhaust gas between exhaust pipe and inlet to
the probe is measured with the pressure transducer DPT. This signal is transmitted to the flow controller FC1 that
controls the pressure blower PB to maintain a differential pressure of zero at the tip of the probe. This is done by
taking a small fraction of the dilution air whose flow rate has already been measured with the flow measurement
device FM1, and feeding it to TT by means of a pneumatic orifice. Under these conditions, exhaust gas velocities in
EP and ISP are identical, and the flow through ISP and TT is a constant fraction (split) of the exhaust gas flow. The
split ratio is determined from the cross sectional areas of EP and ISP. The dilution air is sucked through DT by the
suction blower SB, and the flow rate is measured with FM1 at the inlet to DT. The dilution ratio is calculated from
the dilution air flow rate and the split ratio.
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Figure 13: Partial flow dilution system with CO, or NO, concentration measurement and fractional sampling

Raw exhaust gas is transferred from the exhaust pipe EP to the dilution tunnel DT through the sampling probe SP
and the transfer tube TT. The concentrations of a tracer gas (CO, or NO,) are measured in the raw and diluted
exhaust gas as well as in the dilution air with the exhaust gas analyser(s) EGA. These signals are transmitted to the
flow controller FC2 that controls either the pressure blower PB or the suction blower SB to maintain the desired
exhaust split and dilution ratio in DT. The dilution ratio is calculated from the tracer gas concentrations in the raw
exhaust gas, the diluted exhaust gas, and the dilution air.
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Figure 14: Partial flow dilution system with CO, concentration measurement, carbon balance and total sampling

Raw exhaust gas is transferred from the exhaust pipe EP to the dilution tunnel DT through the sampling probe SP
and the transfer tube TT. The CO, concentrations are measured in the diluted exhaust gas and in the dilution air
with the exhaust gas analyser(s) EGA. The CO, and fuel flow Gy, signals are transmitted either to the flow con-
troller FC2, or to the flow controller FC3 of the particulate sampling system (see Figure 21). FC2 controls the
pressure blower PB, FC3 the sampling pump P (see Figure 21), thereby adjusting the flows into and out of the
system so as to maintain the desired exhaust split and dilution ratio in DT. The dilution ratio is calculated from the
CO, concentrations and Gy, using the carbon balance assumption.
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Figure 15: Partial flow dilution system with single venturi, concentration measurement and fractional sampling

Raw exhaust gas is transferred from the exhaust pipe EP to the dilution tunnel DT through the sampling probe SP
and the transfer tube TT due to the negative pressure created by the venturi VN in DT. The gas flow rate through
TT depends on the momentum exchange at the venturi zone, and is therefore affected by the absolute temperature
of the gas at the exit of TT. Consequently, the exhaust split for a given tunnel flow rate is not constant, and the
dilution ratio at low load is slightly lower than at high load. The tracer gas concentrations (CO, or NO,) are mea-
sured in the raw exhaust gas, the diluted exhaust gas, and the dilution air with the exhaust gas analyser(s) EGA,
and the dilution ratio is calculated from the values so measured.
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Figure 16: Partial flow dilution system with twin venturi or twin orifice, concentration measurement
and fractional sampling

Raw exhaust gas is transferred from the exhaust pipe EP to the dilution tunnel DT through the sampling probe SP
and the transfer tube TT by a flow divider that contains a set of orifices or venturis. The first one (FD1) is located
in EP, the second one (FD2) in TT. Additionally, two pressure control valves (PCV1 and PCV2) are necessary to
maintain a constant exhaust split by controlling the back-pressure in EP and the pressure in DT. PCV1 is located
downstream of SP in EP, PCV2 between the pressure blower PB and DT. The tracer gas concentrations (CO, or
NO,) are measured in the raw exhaust gas, the diluted exhaust gas, and the dilution air with the exhaust gas analy-
ser(s) EGA. They are necessary for checking the exhaust split, and may be used to adjust PCV1 and PCV2 for
precise split control. The dilution ratio is calculated from the tracer gas concentrations.
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Figure 17: Partial flow dilution system with multiple tube splitting, concentration measurement
and fractional sampling

vent
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Raw exhaust gas is transferred from the exhaust pipe EP to the dilution tunnel DT through the transfer tube TT by
the flow divider FD3 that consists of a number of tubes of the same dimensions (same diameter, length and bend
radius) installed in EP. The exhaust gas through one of these tubes is lead to DT, and the exhaust gas through the
rest of the tubes is passed through the damping chamber DC. Thus, the exhaust split is determined by the total
number of tubes. A constant split control requires a differential pressure of zero between DC and the outlet of TT,
which is measured with the differential pressure transducer DPT. A differential pressure of zero is achieved by
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injecting fresh air into DT at the outlet of TT. The tracer gas concentrations (CO, or NO,) are measured in the raw
exhaust gas, the diluted exhaust gas, and the dilution air with the exhaust gas analyser(s) EGA. They are necessary
for checking the exhaust split and may be used to control the injection air flow rate for precise split control. The
dilution ratio is calculated from the tracer gas concentrations.
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Figure 18: Partial flow dilution system with flow control and total sampling

Raw exhaust gas is transferred from the exhaust pipe EP to the dilution tunnel DT through the sampling probe SP
and the transfer tube TT. The total flow through the tunnel is adjusted with the flow controller FC3 and the sam-
pling pump P of the particulate sampling system (see Figure 18). The dilution air flow is controlled by the flow
controller FC2, which may use Gpxpw, Garws OF Gy, as command signals, for the desired exhaust split. The
sample flow into DT is the difference of the total flow and the dilution air flow. The dilution air flow rate is mea-
sured with the flow measurement device FM1, the total flow rate with the flow measurement device FM3 of the
particulate sampling system (see Figure 21). The dilution ratio is calculated from these two flow rates.
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Figure 19: Partial flow dilution system with flow control and fractional sampling

Raw exhaust gas is transferred from the exhaust pipe EP to the dilution tunnel DT through the sampling probe SP
and the transfer tube TT. The exhaust split and the flow into DT is controlled by the flow controller FC2 that
adjusts the flows (or speeds) of the pressure blower PB and the suction blower SB, accordingly. This is possible
since the sample taken with the particulate sampling system is returned into DT. Ggyppws Gamws OF Gy may be
used as command signals for FC2. The dilution air flow rate is measured with the flow measurement device FMI,
the total flow with the flow measurement device FM2. The dilution ratio is calculated from these two flow rates.
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2.2.1.

Components of Figures 11 to 19

EP Exhaust pipe

The exhaust pipe may be insulated. To reduce the thermal inertia of the exhaust pipe a thickness to diameter ratio
of 0,015 or less is recommended. The use of flexible sections must be limited to a length to diameter ratio of 12
or less. Bends must be minimised to reduce inertial deposition. If the system includes a test bed silencer the silencer
may also be insulated.

For an isokinetic system, the exhaust pipe must be free of elbows, bends and sudden diameter changes for at least
6 pipe diameters upstream and 3 pipe diameters downstream of the tip of the probe. The gas velocity at the sam-
pling zone must be higher than 10 m/s except at idle mode. Pressure oscillations of the exhaust gas must not
exceed £ 500 Pa on the average. Any steps to reduce pressure oscillations beyond using a chassis-type exhaust
system (including silencer and after-treatment devices) must not alter engine performance nor cause the deposition
of particulates.

For systems without isokinetic probe, it is recommended to have a straight pipe of 6 pipe diameters upstream
and 3 pipe diameters downstream of the tip of the probe.

SP Sampling probe (Figures 10, 14, 15, 16, 18, 19)

The minimum inside diameter must be 4 mm. The minimum diameter ratio between exhaust pipe and probe must
be 4. The probe must be an open tube facing upstream on the exhaust pipe centreline, or a multiple hole probe as
described under SP1 in paragraph 1.2.1., Figure 5.

ISP Isokinetic sampling probe (Figures 11, 12)

The isokinetic sampling probe must be installed facing upstream on the exhaust pipe centreline where the flow
conditions in paragraph EP are met, and designed to provide a proportional sample of the raw exhaust gas. The
minimum inside diameter must be 12 mm.

A control system is necessary for isokinetic exhaust splitting by maintaining a differential pressure of zero between
EP and ISP. Under these conditions exhaust gas velocities in EP and ISP are identical and the mass flow through ISP
is a constant fraction of the exhaust gas flow. ISP has to be connected to a differential pressure transducer DPT. The
control to provide a differential pressure of zero between EP and ISP is done with the flow controller FC1.

FD1, FD2 Flow divider (Figure 16)

A set of venturis or orifices is installed in the exhaust pipe EP and in the transfer tube TT, respectively, to provide
a proportional sample of the raw exhaust gas. A control system consisting of two pressure control valves PCV1
and PCV2 is necessary for proportional splitting by controlling the pressures in EP and DT.

FD3 Flow divider (Figure 17)

A set of tubes (multiple tube unit) is installed in the exhaust pipe EP to provide a proportional sample of the raw
exhaust gas. One of the tubes feeds exhaust gas to the dilution tunnel DT, whereas the other tubes exit exhaust gas
to a damping chamber DC. The tubes must have the same dimensions (same diameter, length, bend radius), so that
the exhaust split depends on the total number of tubes. A control system is necessary for proportional splitting by
maintaining a differential pressure of zero between the exit of the multiple tube unit into DC and the exit of
TT. Under these conditions, exhaust gas velocities in EP and FD3 are proportional, and the flow TT is a constant
fraction of the exhaust gas flow. The two points have to be connected to a differential pressure transducer DPT. The
control to provide a differential pressure of zero is done with the flow controller FC1.

EGA Exhaust gas analyser (Figures 13, 14, 15, 16, 17)

CO, or NO, analysers may be used (with carbon balance method CO, only). The analysers must be calibrated like
the analysers for the measurement of the gaseous emissions. One or several analysers may be used to determine
the concentration differences. The accuracy of the measuring systems has to be such that the accuracy of Ggppy ;
is within £ 4 per cent.
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TT Transfer tube (Figures 11 to 19)

The transfer tube must be:

— As short as possible, but not more than 5 m in length.

— Equal to or greater than the probe diameter, but not more than 25 mm in diameter.

—  Exiting on the centreline of the dilution tunnel and pointing downstream.

If the tube is 1 meter or less in length, it must be insulated with material with a maximum thermal conductivity
of 0,05 W/m x K with a radial insulation thickness corresponding to the diameter of the probe. If the tube is
longer than 1 meter, it must be insulated and heated to a minimum wall temperature of 523 K (250 °C).

DPT Differential pressure transducer (Figures 11, 12, 17)

The differential pressure transducer must have a range of £ 500 Pa or less.

FC1 Flow controller (Figures 11, 12, 17)

For isokinetic systems (figures 11, 12), a flow controller is necessary to maintain a differential pressure of zero
between EP and ISP. The adjustment can be done by:

(a) controlling the speed or flow of the suction blower SB and keeping the speed or flow of the pressure blower
PB constant during each mode (Figure 11)

or

(b) adjusting the suction blower SB to a constant mass flow of the diluted exhaust gas and controlling the flow of
the pressure blower PB, and therefore the exhaust sample flow in a region at the end of the transfer tube TT
(Figure 12).

In the case of a pressure controlled system the remaining error in the control loop must not exceed + 3 Pa. The
pressure oscillations in the dilution tunnel must not exceed + 250 Pa on the average.

For a multi tube system (Figure 17), a flow controller is necessary for proportional exhaust splitting to maintain a
differential pressure of zero between the exit of the multi tube unit and the exit of TT. The adjustment is done by
controlling the injection air flow rate into DT at the exit of TT.

PCV1, PCV2  Pressure control valve (Figure 16)

Two pressure control valves are necessary for the twin venturi/twin orifice system for proportional flow splitting
by controlling the back-pressure of EP and the pressure in DT. The valves must be located downstream of SP in EP
and between PB and DT.

DC Damping chamber (Figure 17)

A damping chamber must be installed at the exit of the multiple tube unit to minimise the pressure oscillations in
the exhaust pipe EP.

VN Venturi (Figure 15)

A venturi is installed in the dilution tunnel DT to create a negative pressure in the region of the exit of the transfer
tube TT. The gas flow rate through TT is determined by the momentum exchange at the venturi zone, and is
basically proportional to the flow rate of the pressure blower PB leading to a constant dilution ratio. Since the
momentum exchange is affected by the temperature at the exit of TT and the pressure difference between EP and
DT, the actual dilution ratio is slightly lower at low load than at high load.
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FC2 Flow controller (Figures 13, 14, 18, 19; optional)

A flow controller may be used to control the flow of the pressure blower PB and/or the suction blower SB. It may
be connected to the exhaust, intake air, or fuel flow signals and/or to the CO, or NO, differential signals.

When using a pressurised air supply (Figure 18), FC2 directly controls the air flow.

FM1 Flow measurement device (Figures 11, 12, 18, 19)

Gas meter or other flow instrumentation to measure the dilution air flow. FM1 is optional if the pressure blower
PB is calibrated to measure the flow.

FM2 Flow measurement device (Figure 19)

Gas meter or other flow instrumentation to measure the diluted exhaust gas flow. FM2 is optional if the suction
blower SB is calibrated to measure the flow.

PB Pressure blower (Figures 11, 12, 13, 14, 15, 16, 19)

To control the dilution air flow rate, PB may be connected to the flow controllers FC1 or FC2. PB is not required
when using a butterfly valve. PB may be used to measure the dilution air flow, if calibrated.

SB Suction blower (Figures 11, 12, 13, 16, 17, 19)

For fractional sampling systems only. SB may be used to measure the diluted exhaust gas flow, if calibrated.

DAF Dilution air filter (Figures 11 to 19)

It is recommended that the dilution air be filtered and charcoal scrubbed to eliminate background hydrocar-
bons. At the engine manufacturers request the dilution air must be sampled according to good engineering prac-
tice to determine the background particulate levels, which can then be subtracted from the values measured in the
diluted exhaust.

DT Dilution tunnel (Figures 11 to 19)

The dilution tunnel:

— must be of a sufficient length to cause complete mixing of the exhaust and dilution air under turbulent flow
conditions;

— must be constructed of stainless steel with:

— thickness/diameter ratio of 0,025 or less for dilution tunnels with inside diameters greater than 75 mm;

— anominal thickness of no less than 1,5 mm for dilution tunnels with inside diameters of equal to or less
than 75 mm;

— must be at least 75 mm in diameter for the fractional sampling type;

— is recommended to be at least 25 mm in diameter for the total sampling type;

— may be heated to no greater than 325 K (52 °C) wall temperature by direct heating or by dilution air pre-
heating, provided the air temperature does not exceed 325 K (52 °C) prior to the introduction of the exhaust
in the dilution tunnel;

— may be insulated.
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2.3.

The engine exhaust must be thoroughly mixed with the dilution air. For fractional sampling systems, the mixing
quality must be checked after introduction into service by means of a CO,-profile of the tunnel with the engine
running (at least four equally spaced measuring points). If necessary, a mixing orifice may be used.

Note:  If the ambient temperature in the vicinity of the dilution tunnel (DT) is below 293 K (20 °C), precautions should be taken
to avoid particle losses onto the cool walls of the dilution tunnel. Therefore, heating and/or insulating the tunnel within the
limits given above is recommended.

At high engine loads, the tunnel may be cooled by a non-aggressive means such as a circulating fan, as long as the
temperature of the cooling medium is not below 293 K (20 °C).

HE Heat exchanger (Figures 16, 17)

The heat exchanger must be of sufficient capacity to maintain the temperature at the inlet to the suction blower SB
within + 11 K of the average operating temperature observed during the test.

Full flow dilution system

A dilution system is described in Figure 20 based upon the dilution of the total exhaust using the CVS (Constant
Volume Sampling) concept. The total volume of the mixture of exhaust and dilution air must be measured. Either
a PDP or a CFV system may be used.

For subsequent collection of the particulates, a sample of the dilute exhaust gas is passed to the particulate sam-
pling system (paragraph 2.4., Figures 21 and 22). If this is done directly, it is referred to as single dilution. If the
sample is diluted once more in the secondary dilution tunnel, it is referred to as double dilution. This is useful, if
the filter face temperature requirement cannot be met with single dilution. Although partly a dilution system, the
double dilution system is described as a modification of a particulate sampling system in paragraph 2.4., Figure 22,
since it shares most of the parts with a typical particulate sampling system.
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Figure 20: Full flow dilution system
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The total amount of raw exhaust gas is mixed in the dilution tunnel DT with the dilution air. The diluted exhaust
gas flow rate is measured either with a Positive Displacement Pump PDP or with a Critical Flow Venturi CFV. A
heat exchanger HE or electronic flow compensation EFC may be used for proportional particulate sampling and
for flow determination. Since particulate mass determination is based on the total diluted exhaust gas flow, the
dilution ratio is not required to be calculated.

Components of Figure 20

EP Exhaust pipe

The exhaust pipe length from the exit of the engine exhaust manifold, turbocharger outlet or after-treatment device
to the dilution tunnel must not exceed 10 m. If the exhaust pipe downstream of the engine exhaust manifold,
turbocharger outlet or after-treatment device exceeds 4 m in length, then all tubing in excess of 4 m must be insu-
lated, except for an in-line smokemeter, if used. The radial thickness of the insulation must be at least 25 mm. The
thermal conductivity of the insulating material must have a value no greater than 0,1 W/mK measured at 673 K. To
reduce the thermal inertia of the exhaust pipe a thickness to diameter ratio of 0,015 or less is recommended. The
use of flexible sections must be limited to a length to diameter ratio of 12 or less.

PDP Positive displacement pump

The PDP meters total diluted exhaust flow from the number of the pump revolutions and the pump displace-
ment. The exhaust system back-pressure must not be artificially lowered by the PDP or dilution air inlet sys-
tem. Static exhaust back-pressure measured with the PDP system operating must remain within + 1,5 kPa of the
static pressure measured without connection to the PDP at identical engine speed and load. The gas mixture tem-
perature immediately ahead of the PDP must be within + 6 K of the average operating temperature observed dur-
ing the test, when no flow compensation is used. Flow compensation may only be used if the temperature at the
inlet to the PDP does not exceed 323 K (50 °C)

CFV Critical flow venturi

CFV measures total diluted exhaust flow by maintaining the flow at choked conditions (critical flow). Static exhaust
back-pressure measured with the CFV system operating must remain within £ 1,5 kPa of the static pressure mea-
sured without connection to the CFV at identical engine speed and load. The gas mixture temperature immediately
ahead of the CFV must be within + 11 K of the average operating temperature observed during the test, when no
flow compensation is used.

HE Heat exchanger (optional, if EFC is used)

The heat exchanger must be of sufficient capacity to maintain the temperature within the limits required above.

EFC Electronic flow compensation (optional, if HE is used)

If the temperature at the inlet to either the PDP or CFV is not kept within the limits stated above, a flow compen-
sation system is required for continuous measurement of the flow rate and control of the proportional sampling in
the particulate system. To that purpose, the continuously measured flow rate signals are used to correct the sample
flow rate through the particulate filters of the particulate sampling system (see paragraph 2.4., Figures 21, 22),
accordingly.

DT Dilution tunnel

The dilution tunnel:

— must be small enough in diameter to cause turbulent flow (Reynolds Number greater than 4 000) and of
sufficient length to cause complete mixing of the exhaust and dilution air; a mixing orifice may be used;

— must be at least 460 mm in diameter with a single dilution system;

— must be at least 210 mm in diameter with a double dilution system;

— may be insulated.
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2.4,

The engine exhaust must be directed downstream at the point where it is introduced into the dilution tunnel, and
thoroughly mixed.

When using single dilution, a sample from the dilution tunnel is transferred to the particulate sampling system
(paragraph 2.4., Figure 21). The flow capacity of the PDP or CFV must be sufficient to maintain the diluted exhaust
at a temperature of less than or equal to 325 K (52 °C) immediately before the primary particulate filter.

When using double dilution, a sample from the dilution tunnel is transferred to the secondary dilution tunnel
where it is further diluted, and then passed through the sampling filters (paragraph 2.4., Figure 22). The flow capac-
ity of the PDP or CFV must be sufficient to maintain the diluted exhaust stream in the DT at a temperature of less
than or equal to 464 K (191 °C) at the sampling zone. The secondary dilution system must provide sufficient sec-
ondary dilution air to maintain the doubly-diluted exhaust stream at a temperature of less than or equal to 325 K
(52 °C) immediately before the primary particulate filter.

DAF Dilution air filter

It is recommended that the dilution air be filtered and charcoal scrubbed to eliminate background hydrocarbons. At
the engine manufacturers request the dilution air must be sampled according to good engineering practice to deter-
mine the background particulate levels, which can then be subtracted from the values measured in the diluted
exhaust.

PSP Particulate sampling probe

The probe is the leading paragraph of PTT and:

— must be installed facing upstream at a point where the dilution air and exhaust gas are well mixed, i.e. on the
dilution tunnel (DT) centreline approximately 10 tunnel diameters downstream of the point where the exhaust
enters the dilution tunnel;

— must be of 12 mm minimum inside diameter;

— may be heated to no greater than 325 K (52 °C) wall temperature by direct heating or by dilution air pre-
heating, provided the air temperature does not exceed 325 K (52 °C) prior to the introduction of the exhaust
in the dilution tunnel;

— may be insulated.

Particulate sampling system

The particulate sampling system is required for collecting the particulates on the particulate filter. In the case of
total sampling partial flow dilution, which consists of passing the entire diluted exhaust sample through the filters,
dilution (paragraph 2.2., Figures 14, 18) and sampling system usually form an integral unit. In the case of frac-
tional sampling partial flow dilution or full flow dilution, which consists of passing through the filters only a por-
tion of the diluted exhaust, the dilution (paragraph 2.2., Figures 11, 12, 13, 15, 16, 17, 19; paragraph 2.3., Figure
20) and sampling systems usually form different units.

In this Regulation, the double dilution system (Figure 22) of a full flow dilution system is considered as a specific
modification of a typical particulate sampling system as shown in Figure 21. The double dilution system includes
all important parts of the particulate sampling system, like filter holders and sampling pump, and additionally
some dilution features, like a dilution air supply and a secondary dilution tunnel.

In order to avoid any impact on the control loops, it is recommended that the sample pump be running through-
out the complete test procedure. For the single filter method, a bypass system must be used for passing the sample
through the sampling filters at the desired times. Interference of the switching procedure on the control loops
must be minimised.
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Figure 21: Particulate sampling system

A sample of the diluted exhaust gas is taken from the dilution tunnel DT of a partial flow or full flow dilution
system through the particulate sampling probe PSP and the particulate transfer tube PTT by means of the sampling
pump P. The sample is passed through the filter holder(s) FH that contain the particulate sampling filters. The
sample flow rate is controlled by the flow controller FC3. If electronic flow compensation EFC (see Figure 20) is
used, the diluted exhaust gas flow is used as command signal for FC3.

from dilution BV optional
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Figure 22: Double dilution system (full flow system only)

A sample of the diluted exhaust gas is transferred from the dilution tunnel DT of a full flow dilution system through
the particulate sampling probe PSP and the particulate transfer tube PTT to the secondary dilution tunnel SDT,
where it is diluted once more. The sample is then passed through the filter holder(s) FH that contain the particulate
sampling filters. The dilution air flow rate is usually constant whereas the sample flow rate is controlled by the
flow controller FC3. If electronic flow compensation EFC (see Figure 20) is used, the total diluted exhaust gas flow
is used as command signal for FC3.
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2.4.1. Components of Figures 21 and 22

PTT Particulate transfer tube (Figures 21, 22)

The particulate transfer tube must not exceed 1 020 mm in length, and must be minimised in length whenever
possible. Where applicable (i.e. for partial flow dilution fractional sampling systems and for full flow dilution sys-
tems), the length of the sampling probes (SP, ISP, PSP, respectively, see paragraphs 2.2. and 2.3.) must be included.

The dimensions are valid for:

— the partial flow dilution fractional sampling type and the full flow single dilution system from the tip of the
probe (SP, ISP, PSP, respectively) to the filter holder;

— the partial flow dilution total sampling type from the end of the dilution tunnel to the filter holder;

— the full flow double dilution system from the tip of the probe (PSP) to the secondary dilution tunnel.

The transfer tube:

— may be heated to no greater than 325K (52 °C) wall temperature by direct heating or by dilution air pre-
heating, provided the air temperature does not exceed 325 K (52 °C) prior to the introduction of the exhaust
in the dilution tunnel;

— may be insulated.

SDT Secondary dilution tunnel (Figure 22)

The secondary dilution tunnel should have a minimum diameter of 75 mm, and should be of sufficient length so
as to provide a residence time of at least 0,25 seconds for the doubly-diluted sample. The primary filter holder FH
must be located within 300 mm of the exit of the SDT.

The secondary dilution tunnel:

— may be heated to no greater than 325 K (52 °C) wall temperature by direct heating or by dilution air pre-
heating, provided the air temperature does not exceed 325 K (52 °C) prior to the introduction of the exhaust
in the dilution tunnel;

— may be insulated.
FH Filter holder(s) (Figures 21, 22)

For primary and back-up filters one filter housing or separate filter housings may be used. The requirements of
annex 4, appendix 4, paragraph 4.1.3. must be met.

The filter holder(s):

— may be heated to no greater than 325K (52 °C) wall temperature by direct heating or by dilution air pre-
heating, provided the air temperature does not exceed 325 K (52 °C) prior to the introduction of the exhaust
in the dilution tunnel;

— may be insulated.
P Sampling pump (Figures 21, 22)

The particulate sampling pump must be located sufficiently distant from the tunnel so that the inlet gas tempera-
ture is maintained constant ( 3 K), if flow correction by FC3 is not used.
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DP Dilution air pump (Figure 22)

The dilution air pump must be located so that the secondary dilution air is supplied at a temperature of 298 K
+ 5K (25 °C £ 5 °C), if the dilution air is not preheated.

FC3 Flow controller (Figures 21, 22)

A flow controller must be used to compensate the particulate sample flow rate for temperature and back pressure
variations in the sample path, if no other means are available. The flow controller is required if electronic flow
compensation EFC (see Figure 20) is used.

FM3 Flow measurement device (Figures 21, 22)

The gas meter or flow instrumentation for the particulate sample flow must be located sufficiently distant from the
sampling pump P so that the inlet gas temperature remains constant ( 3 K), if flow correction by FC3 is not used.

FM4 Flow measurement device (Figure 22)

The gas meter or flow instrumentation for the dilution air flow must be located so that the inlet gas temperature
remains at 298 K + 5K (25 °C £ 5 °C).

BV Ball valve (optional)

The ball valve must have an inside diameter not less than the inside diameter of the particulate transfer tube PTT,
and a switching time of less than 0,5 seconds.

Note:  If the ambient temperature in the vicinity of PSP, PTT, SDT, and FH is below 293 K (20 °C), precautions should be taken to
avoid particle losses onto the cool wall of these parts. Therefore, heating and/or insulating these parts within the limits
given in the respective descriptions is recommended. It is also recommended that the filter face temperature during sam-
pling be not below 293 K (20 °C).

At high engine loads, the above parts may be cooled by a non-aggressive means such as a circulating fan, as long
as the temperature of the cooling medium is not below 293 K (20 °C).

DETERMINATION OF SMOKE OPACITY

Introduction

Paragraphs 3.2. and 3.3. and Figures 23 and 24 contain detailed descriptions of the recommended opacimeter
systems. Since various configurations can produce equivalent results, exact conformance with Figures 23 and 24 is
not required. Additional components such as instruments, valves, solenoids, pumps, and switches may be used to
provide additional information and coordinate the functions of the component systems. Other components, which
are not needed to maintain the accuracy on some systems, may be excluded if their exclusion is based upon good
engineering judgement.

The principle of measurement is that light is transmitted through a specific length of the smoke to be measured
and that proportion of the incident light which reaches a receiver is used to assess the light obscuration properties
of the medium. The smoke measurement depends upon the design of the apparatus, and may be done in the
exhaust pipe (full flow in-line opacimeter), at the end of the exhaust pipe (full flow end-of-line opacimeter) or by
taking a sample from the exhaust pipe (partial flow opacimeter). For the determination of the light absorption
coefficient from the opacity signal, the optical path length of the instrument must be supplied by the instrument
manufacturer.

Full Flow Opacimeter

Two general types of full flow opacimeters may be used (Figure 23). With the in-line opacimeter, the opacity of
the full exhaust plume within the exhaust pipe is measured. With this type of opacimeter, the effective optical path
length is a function of the opacimeter design.

With the end-of-line opacimeter, the opacity of the full exhaust plume is measured as it exits the exhaust pipe. With
this type of opacimeter, the effective optical path length is a function of the exhaust pipe design and the distance
between the end of the exhaust pipe and the opacimeter.
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Figure 23: Full flow opacimeter

Components of Figure 23

EP Exhaust Pipe

With an in-line opacimeter, there must be no change in the exhaust pipe diameter within 3 exhaust pipe diameters
before or after the measuring zone. If the diameter of the measuring zone is greater than the diameter of the exhaust
pipe, a pipe gradually convergent before the measuring zone is recommended.

With an end-of-line opacimeter, the terminal 0,6 m of the exhaust pipe must be of circular cross section and be
free from elbows and bends. The end of the exhaust pipe must be cut off squarely. The opacimeter must be
mounted centrally to the plume within 25 + 5 mm of the end of the exhaust pipe.

OPL Optical Path Length

The length of the smoke obscured optical path between the opacimeter light source and the receiver, corrected as
necessary for non-uniformity due to density gradients and fringe effect. The optical path length must be submitted
by the instrument manufacturer taking into account any measures against sooting (e.g. purge air). If the optical
path length is not available, it must be determined in accordance with ISO IDS 11614, paragraph 11.6.5. For the
correct determination of the optical path length, a minimum exhaust gas velocity of 20 m/s is required.

LS Light source

The light source must be an incandescent lamp with a colour temperature in the range of 2 800 to 3 250 K or a
green light emitting diode (LED) with a spectral peak between 550 and 570 nm. The light source must be pro-
tected against sooting by means that do not influence the optical path length beyond the manufacturers
specifications.

LD Light detector

The detector must be a photocell or a photodiode (with a filter, if necessary). In the case of an incandescent light
source, the receiver must have a peak spectral response similar to the phototopic curve of the human eye (maxi-
mum response) in the range of 550 to 570 nm, to less than 4 per cent of that maximum response below 430 nm
and above 680 nm. The light detector must be protected against sooting by means that do not influence the opti-
cal path length beyond the manufacturers specifications.
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CL Collimating lens

The light output must be collimated to a beam with a maximum diameter of 30 mm. The rays of the light beam
must be parallel within a tolerance of 3° of the optical axis.

T1 Temperature sensor (optional)

The exhaust gas temperature may be monitored over the test.

3.3.  Partial Flow Opacimeter

With the partial flow opacimeter (Figure 24), a representative exhaust sample is taken from the exhaust pipe and
passed through a transfer line to the measuring chamber. With this type of opacimeter, the effective optical path
length is a function of the opacimeter design. The response times referred to in the following paragraph apply to
the minimum flow rate of the opacimeter, as specified by the instrument manufacturer.

Exhaust

H = 0

EP T

FM
LD I LS

OO OPL ‘OO

cL

“CL

MC
P (optional)

Figure 24: Partial flow opacimeter

3.3.1. Components of Figure 24

EP Exhaust pipe

The exhaust pipe must be a straight pipe of at least 6 pipe diameters upstream and 3 pipe diameters downstream
of the tip of the probe.

SP Sampling probe
The sampling probe must be an open tube facing upstream on or about the exhaust pipe centreline. The clearance

with the wall of the tailpipe must be at least 5 mm. The probe diameter must ensure a representative sampling and
a sufficient flow through the opacimeter.

TT Transfer tube

The transfer tube must:

— Be as short as possible and ensure an exhaust gas temperature of 373 £ 30 K (100 °C £ 30 °C) at the entrance
to the measuring chamber.

— Have a wall temperature sufficiently above the dew point of the exhaust gas to prevent condensation.
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— Be equal to the diameter of the sampling probe over the entire length.

— Have a response time of less than 0,05 s at minimum instrument flow, as determined according to annex 4,
appendix 4, paragraph 5.2.4.

— Have no significant effect on the smoke peak.

M Flow measurement device

Flow instrumentation to detect the correct flow into the measuring chamber. The minimum and maximum flow
rates must be specified by the instrument manufacturer, and must be such that the response time requirement of
TT and the optical path length specifications are met. The flow measurement device may be close to the sampling
pump, P, if used.

MC Measuring chamber

The measuring chamber must have a non-reflective internal surface, or equivalent optical environment. The impinge-
ment of stray light on the detector due to internal reflections of diffusion effects must be reduced to a minimum.

The pressure of the gas in the measuring chamber must not differ from the atmospheric pressure by more
than 0,75 kPa. Where this is not possible by design, the opacimeter reading must be converted to atmospheric
pressure.

The wall temperature of the measuring chamber must be set to within * 5 K between 343 K (70 °C) and 373 K
(100 °C), but in any case sufficiently above the dew point of the exhaust gas to prevent condensation. The measur-
ing chamber must be equipped with appropriate devices for measuring the temperature.

OPL Optical path length

The length of the smoke obscured optical path between the opacimeter light source and the receiver, corrected as
necessary for non-uniformity due to density gradients and fringe effect. The optical path length must be submitted
by the instrument manufacturer taking into account any measures against sooting (e.g. purge air). If the optical
path length is not available, it must be determined in accordance with ISO IDS 11614, paragraph 11.6.5.

LS Light source
The light source must be an incandescent lamp with a colour temperature in the range of 2 800 to 3 250 K or a
green light emitting diode (LED) with a spectral peak between 550 and 570 nm. The light source must be pro-

tected against sooting by means that do not influence the optical path length beyond the manufacturers
specifications.

LD Light detector

The detector must be a photocell or a photodiode (with a filter, if necessary). In the case of an incandescent light
source, the receiver must have a peak spectral response similar to the phototopic curve of the human eye (maxi-
mum response) in the range of 550 to 570 nm, to less than 4 per cent of that maximum response below 430 nm

and above 680 nm. The light detector must be protected against sooting by means that do not influence the opti-
cal path length beyond the manufacturers specifications.

CL Collimating lens

The light output must be collimated to a beam with a maximum diameter of 30 mm. The rays of the light beam
must be parallel within a tolerance of 3° of the optical axis.

T1 Temperature sensor

To monitor the exhaust gas temperature at the entrance to the measuring chamber.

P Sampling pump (optional)

A sampling pump downstream of the measuring chamber may be used to transfer the sample gas through the
measuring chamber.
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ANNEX 5

TECHNICAL CHARACTERISTICS OF REFERENCE FUEL FOR C.I. ENGINES PRESCRIBED FOR APPROVAL
TESTS AND TO VERIFY CONFORMITY OF PRODUCTION

DIESEL FUEL (1)

Limits (*)
Parameter Unit Test Method (?) Publication
Minimum Maximum
Cetane number (3) 52 54 ISO 5165 1998 (%)
Density at 15 °C kg/m’ 833 837 ISO 3675 1995
Distillation:
— 50 % point °C 245 ISO 3405 1998
— 95 % point °C 345 350 ISO 3405 1998
— final boiling point °C — 370 ISO 3405 1998
Flash point °C 55 — EN 27719 1993
CFPP °C — -5 EN 116 1981
Viscosity at 40 °C mmz/s 2,5 3,5 EN-ISO 3104 1996
Polycyclic aromatic hydro- | % m/m 3,0 6,0 IP 391 (*) 1995
carbons
Sulphur content (%) mg/kg — 300 pr. EN-ISO/DIS 1998 (4
14596

Copper corrosion — 1 EN-ISO 2160 1995
Conradson carbon residue % m/m — 0,2 EN-ISO 10370
(10 % DR)
Ash content % m/m — 0,01 EN-ISO 6245 1995
Water content % m[m — 0,05 EN-ISO 12937 1995
Neutralisation (strong mg OHJg — 0,02 ASTM D 974-95 1998 (4
acid) number
Oxidation stability (%) mg/ml — 0,025 EN-ISO 12205 1996

(") Ifit is required to calculate the thermal efficiency of an engine or vehicle, the calorific value of the fuel can be calculated from:
Specific energy (calorific value) (net) in MJ/kg = (46,423 — 8,792 d* + 3,170 d) (1 — (x + y +)) + 9,420 s — 2,499 x
where:
d = the density at 15 °C
x = the proportion by mass of water (% divided by 100)
y = the proportion by mass of ash (% divided by 100)
s = the proportion by mass of sulphur (% divided by 100).
The values quoted in the specification are ‘true values’. In establishment of their limit values the terms of ISO 4259, Petroleum
products - Determination and application of precision data in relation to methods of test, have been applied and in fixing a mini-
mum value, a minimum difference of 2R above zero has been taken into account; in fixing a maximum and minimum value, the
minimum difference is 4R (R - reproducibility). Notwithstanding this measure, which is necessary for statistical reasons, the manu-
facturer of a fuel should nevertheless aim at a zero value where the stipulated maximum value is 2R and at the mean value in the
case of quotations of maximum and minimum limits. Should it be necessary to clarify the question as to whether a fuel meets the
requirements of the specification, the terms of ISO 4259 should be applied.

The range for cetane number is not in accordance with the requirement of a minimum range of 4R. However, in the case of

dispute between fuel supplier and fuel user, the terms in ISO 4259 can be used to resolve such disputes provided replicate mea-

surements, of sufficient number to achieve the necessary precision, are made in preference to single determinations.

(%) The month of publication will be completed in due course.

(°) The actual sulphur content of the fuel used for the test must be reported. In addition, the sulphur content of the reference fuel
used to approve a vehicle or engine against the limit values set out in row B of the Table in paragraph 5.2.1. of this Regulation
must have a maximum sulphur content of 50 ppm.

(6) Even though oxidation stability is controlled, it is likely that shelf life will be limited. Advice should be sought from the supplier as
to storage conditions and life.

=

=
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ETHANOL FOR DIESEL ENGINES (1)

Limits (2)
Parameter Unit Test Method ()
Minimum Maximum
Alcohol, mass % m/m 92,4 — ASTM D 5501
Other alcohol than ethanol con- % m/m — 2 ASTM D 5501
tained in total alcohol, mass
Density at 15 °C kg/m3 795 815 ASTM D 4052
Ash content % m/m 0,001 ISO 6245
Flash point °C 10 ISO 2719
Acidity, calculated as acetic acid % m/m — 0,0025 ISO 1388-2
Neutralisation (strong acid) number KOH mg/1 — 1
Colour According to — 10 ASTM D 1209
scale

Dry residue at 100 °C mg/kg 15 ISO 759
Water content % m/m 6,5 ISO 760
Aldehydes calculated as acetic acid % mjm 0,0025 ISO 1388-4
Sulphur content mg/kg — 10 ASTM D 5453
Esters, calculated as ethylacetate % m/m — 0,1 ASTM D 1617

(") Cetane improver, as specified by the engine manufacturer, may be added to the ethanol fuel. The maximum allowed amount is

10 % m/m.
(2

meets the requirements of the specification, the terms of ISO 4259 should be applied.
(%) Equivalent ISO methods will be adopted when issued for all properties listed above.

The values quoted in the specification are ‘true values’. In establishment of their limit values the terms of ISO 4259, Petroleum
products — Determination and application of precision data in relation to methods of test, have been applied and in fixing a
minimum value, a minimum difference of 2R above zero has been taken into account; in fixing a maximum and minimum value,
the minimum difference is 4R (R — reproducibility). Notwithstanding this measure, which is necessary for statistical reasons, the
manufacturer of a fuel should nevertheless aim at a zero value where the stipulated maximum value is 2R and at the mean value
in the case of quotations of maximum and minimum limits. Should it be necessary to clarify the question as to whether a fuel
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ANNEX 6

TECHNICAL CHARACTERISTICS OF REFERENCE N.G. FUEL PRESCRIBED FOR APPROVAL TESTS
AND TO VERIFY CONFORMITY OF PRODUCTION

Type: NATURAL GAS (NG)

European market fuels are available in two ranges:

— the H range, whose extreme reference fuels are GR and G23;

— the L range, whose extreme reference fuels are G23 and G25.

The characteristics of GR, G23 and G25 reference fuels are summarised below:

Reference fuel GR

Limits
Characteristics Units Basis Test Method
Min. Max.
Composition:
Methane % mole 87 84 89
Ethane % mole 13 11 15
Balance (") % mole _— — 1 ISO 6974
Sulphur content mg/m’® (") — — 10 I1SO 6326-5
() Inerts + C,,
(") Value to be determined at standard conditions (293,2 K (20 °C) and 101,3 kPa).
Reference fuel G23
Limits
Characteristics Units Basis Test Method
Min. Max.
Composition:
Methane % mole 92,5 91,5 93,5
Balance (") % mole — — 1 ISO 6974
N, % mole 7,5 6,5 8,5
Sulphur content mg/m? () — — 10 I1SO 6326-5
() Inerts (different from N,) + C,/C,,.
(") Value to be determined at standard conditions (293,2 K (20 °C) and 101,3 kPa).
Reference fuel G25
Limits
Characteristics Units Basis Test Method
Min. Max.
Composition:
Methane % mole 86 84 88
Balance (") % mole _— — 1 ISO 6974
N, % mole 14 12 16
Sulphur content mg/m”® () — — 10 ISO 6326-5

() Inerts (different from N,) + C,/C,,.
(") Value to be determined at standard conditions (293,2 K (20 °C) and 101,3 kPa).
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ANNEX 7

TYPE: LIQUEHED PETROLEUM GAS (LPG)

Limits Fuel A Limits Fuel B
Parameter Unit Test Method
Minimum Maximum Minimum Maximum

Motor Octane Number 92,5 (1) 92,5 EN 589
Annex B

Composition:

C3 content % vol 48 52 83 87

C4 content % vol 48 52 13 17 ISO 7941

Olefins % vol 12 14

Evaporation Residue mglkg 50 50 NFM 41015

Total sulphur content ppm 50 50 EN 24260

mass (1)

Hydrogen sulphide — None None ISO 8819

Copper strip corrosion rating class 1 class 1 ISO 6251 (%)

Water at 0 °C free free visual
inspection

(1) Value to be determined at standard conditions 293,2 K (20 °C) and 101,3 kPa.

(?) This method may not accurately determine the presence of corrosive materials if the sample contains corrosion inhibitors or other
chemicals, which diminish the corrosivity of the sample to the copper strip. Therefore, the addition of such compounds for the sole
purpose of biasing the test method is prohibited.
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ANNEX 8

EXAMPLE OF CALCULATION PROCEDURE

ESC TEST

Gaseous emissions

The measurement data for the calculation of the individual mode results are shown below. In this example, CO and
NO, are measured on a dry basis, HC on a wet basis. The HC concentration is given in propane equivalent (C3) and
has to be multiplied by 3 to result in the C1 equivalent. The calculation procedure is identical for the other modes.

P Ta Ha GEXH C;/\IR\’V GFUEL HC CO Nox
(kw) (K) (g/kg) (kg) (kg) (kg) (ppm) (ppm) (ppm)
82,9 294,8 7,81 563,38 545,29 18,09 6,3 41,2 495

Calculation of the dry to wet correction factor Ky, (annex 4, appendix 1, paragraph 4.2.):

; 1,969 0058 and 1,608 x 7,81 0012
=————=19058and K, = =0,0124

H ( 18,09 ) W2 1000 + (1,608 x 7,81)

+

545,29

W.r

18,09
K, ={1-1,9058 x ——| -0,0124 =0,9239
541,06

)

Calculation of the wet concentrations:

CO = 41,2 x 0,9239 = 38,1 ppm

NO, =495 x 0,9239 = 457 ppm

Calculation of the NO, humidity correction factor Ky; , (annex 4, appendix 1, paragraph 4.3.):
A =0,309 x 18,09 [ 541,06 — 0,0266 =—0,0163

B =-0,209 x 18,09 [ 541,06 + 0,00954 = 0,0026

1
K =
P 1-0,0163 x (7,81 -10,71) +0,0026 x (294,8 — 298)

=0,9625

Calculation of the emission mass flow rates (annex 4, appendix 1, paragraph 4.4.):

NO, = 0,001587 x 457 x 0,9625 x 563,38 = 393,27 g/h

CO = 0,000966 x 38,1 x 563,38 = 20,735 g/h

HC = 0,000479 x 6,3 x 3 x 563,38 = 5,100 g/h

Calculation of the specific emissions (annex 4, appendix 1, paragraph 4.5.):

The following example calculation is given for CO; the calculation procedure is identical for the other components.

The emission mass flow rates of the individual modes are multiplied by the respective weighting factors, as indicated
in annex 4, appendix 1, paragraph 2.7.1., and summed up to result in the mean emission mass flow rate over the
cycle:

CO = (6,7 x 0,15) + (24,6 x 0,08) + (20,5 x 0,10) + (20,7 x 0,10) + (20,6 x 0,05) + (15,0 x 0,05) + (19,7 x 0,05) +
(74,5 x 0,09) + (31,5 x 0,10) + (81,9 x 0,08) + (34,8 x 0,05) + (30,8 x 0,05) + (27,3 x 0,05) = 30,91 g/h



9.3.2007

Official Journal of the European Union

L 70/151

1.2.

The engine power of the individual modes is multiplied by the respective weighting factors, as indicated in annex 4,
appendix 1, paragraph 2.7.1., and summed up to result in the mean cycle power:

P(n) = (0,1 x 0,15) + (96,8 x 0,08) + (55,2 x 0,10) + (82,9 x 0,10) + (46,8 x 0,05) + (70,1 x 0,05) + (23,0 x 0,05)
+(114,3 x 0,09) + (27,0 x 0,10) + (122,0 x 0,08) + (28,6 x 0,05) + (87,4 x 0,05) + (57,9 x 0,05) = 60,006 kW
— 3091

CO =
60,006

= 0,015 g/kWh

Calculation of the specific NO, emission of the random point (annex 4, appendix 1, paragraph 4.6.1.):

Assume the following values have been determined on the random point:

n, =1 600 min*

M, = 495 Nm

NOy mass,z = 487,9 g/h (calculated according to the previous formulae)
P(n); = 83kw

NO,, =487,9 /83 = 5,878 g/kWh

Determination of the emission value from the test cycle (annex 4, appendix 1, paragraph 4.6.2.):

Assume the values of the four enveloping modes on the ESC to be as follows:

nRT nbU ER Eb ET EU MR MS MT MU
1368 1785 | 5943 |5565 |5889 |4973 |515 460 681 610
Er, = 5,889 + (4,973 - 5,889) x (1 600 — 1 368) | (1 785 — 1 368) = 5,377 g/kWh

Eps = 5,943 + (5,565 — 5,943) x (1 600 — 1 368) | (1 785 — 1 368) = 5,732 g/kWh
My, = 681 + (601 — 681) x (1 600 — 1 368) | (1 785 — 1 368) = 641,3 Nm
Mgs =515 + (460 — 515) x (1 600 — 1 368) [ (1 785 — 1 368) = 484,3 Nm

E, =5732+ (5377 —5732) x (495 — 484,3) | (641,3 — 484,3) = 5,708 g[kWh
Comparison of the NO, emission values (annex 4, appendix 1, paragraph 4.6.3.):

NO, 4 = 100 x (5,878 — 5,708) | 5,708 = 2,98 %

Particulate Emissions

Particulate measurement is based on the principle of sampling the particulates over the complete cycle, but deter-
mining the sample and flow rates (Mg, and Ggpp) during the individual modes. The calculation of Gy depends on
the system used. In the following examples, a system with CO, measurement and carbon balance method and a
system with flow measurement are used. When using a full flow dilution system, Ggpy. is directly measured by the
CVS equipment.

Calculation of Ggpp (annex 4, appendix 1, paragraphs 5.2.3. and 5.2.4.):

Assume the following measurement data of mode 4. The calculation procedure is identical for the other modes.

GEXH GFUEL GDILW GTOTW COZD COZA
(kg/h) (kg/h) (kg/h) (kg/h) (%) (%)
334,02 10,76 5,4435 6,0 0,657 0,040
a) carbon balance method
c 206,5% 10,76 3 601, kgfh
EDRV0,657 - 0,040 o8
b) flow measurement method
6,0 0
=— =10,78
17 (6,0-54435)

Geprw = 334,02 x 10,78 = 3 600,7 kg/h



L 70/152

Official Journal of the European Union

9.3.2007

2.1.

Calculation of the mass flow rate (annex 4, appendix 1, paragraph 5.4.):

The Gpppy flow rates of the individual modes are multiplied by the respective weighting factors, as indicated in
annex 4, appendix 1, paragraph 2.7.1., and summed up to result in the mean Ggpp over the cycle. The total sample
rate Mg,y is summed up from the sample rates of the individual modes.

Gyppy = (3567 x 0,15) + (3592 x 0,08) + (3 611 x 0,10) + (3 600 x 0,10) + (3 618 x 0,05) + (3 600 x 0,05)
+ (3640 x 0,05) + (3 614 x 0,09) + (3 620 x 0,10) + (3 601 x 0,08) + (3 639 x 0,05) + (3 582 x 0,05)
+ (3635 x 0,05) = 3 604,6 kg/h

Mgay = 0,226 + 0,122 + 0,151 + 0,152 + 0,076 + 0,076 + 0,076 + 0,136 + 0,151 + 0,121 + 0,076 + 0,076
+0,075 = 1,515 kg

Assume the particulate mass on the filters to be 2,5 mg, then

25 36046
PT  =——x
mass ] 515 1000

=5,948 g/h

Background correction (optional)

Assume one background measurement with the following values. The calculation of the dilution factor DF is identi-
cal to paragraph 3.1. of this annex and not shown here.

Mg = 0,1 mg; My, = 1,5 kg
Sum of DF = [(17 [ 119,15) x 0,15] + [(1" [ 8,89) x 0,08] + [(1" [ 14,75) x 0,10] + [(1" [ 10,10) x 0,10] +

[(17" [ 18,02) x 0,05] + [(17" ] 12,33) x 0,05] + [(1™ [ 32,18) x 0,05] + [(1"" | 6,94) x 0,09] + [(1"" | 25,19) x
0,10 + [(17 ] 6,12) x 0,08] + [(1™ [ 20,87) x 0,05] + [(17" [ 8,77) x 0,05] + [(1"* | 12,59) x 0,05] = 0,923

)

360
x 0,923 %
1000

25 (01
=5,726 gl

PT = —— =
mse 1,515 11,5
Calculation of the specific emission (annex 4, appendix 1, paragraph 5.5.):

P(n) = (0,1 x 0,15) + (96,8 x 0,08) + (55,2 x 0,10) + (82,9 x 0,10) + (46,8 x 0,05) + (70,1 x 0,05) + (23,0 x 0,05)
+(114,3 x 0,09) + (27,0 x 0,10) + (122,0 x 0,08) + (28,6 x 0,05) + (87,4 x 0,05) + (57,9 x 0,05) = 60,006 kW

— 5,948
T=———=10,099 g/kWh, if background corrected
60,006
— 5,726
T=——=0,095g/kWh
60,006

Calculation of the specific weighting factor (annex 4, appendix 1, paragraph 5.6.):

Assume the values calculated for mode 4 above, then

0,152 x 3 604,6

F, = ————— =0,1004
El 1,515 x 3 600,7

This value is within the required value of 0,10 * 0,003.

ELR TEST

Since Bessel filtering is a completely new averaging procedure in European exhaust legislation, an explanation of the
Bessel filter, an example of the design of a Bessel algorithm, and an example of the calculation of the final smoke
value is given below. The constants of the Bessel algorithm only depend on the design of the opacimeter and the
sampling rate of the data acquisition system. It is recommended that the opacimeter manufacturer provide the final
Bessel filter constants for different sampling rates and that the customer use these constants for designing the Bessel
algorithm and for calculating the smoke values.

General remarks on the Bessel filter

Due to high frequency distortions, the raw opacity signal usually shows a highly scattered trace. To remove these
high frequency distortions a Bessel filter is required for the ELR-Test. The Bessel filter itself is a recursive, second-
order low-pass filter which guarantees the fastest signal rise without overshoot.
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Assuming a real time raw exhaust plume in the exhaust tube, each opacimeter shows a delayed and differently mea-
sured opacity trace. The delay and the magnitude of the measured opacity trace is primarily dependent on the geom-
etry of the measuring chamber of the opacimeter, including the exhaust sample lines, and on the time needed for
processing the signal in the electronics of the opacimeter. The values that characterise these two effects are called the
physical and the electrical response time which represent an individual filter for each type of opacimeter.

The goal of applying a Bessel filter is to guarantee a uniform overall filter characteristic of the whole opacimeter
system, consisting of:

—  physical response time of the opacimeter (t,)
— eclectrical response time of the opacimeter (t.)
— filter response time of the applied Bessel filter (t;)

The resulting overall response time of the system t,,., is given by:

— 2 2 2
tAVer - ’\/tF * tP s

and must be equal for all kinds of opacimeters in order to give the same smoke value. Therefore, a Bessel filter has to
be created in such a way, that the filter response time (t;) together with the physical (t,) and electrical response time
(t;) of the individual opacimeter must result in the required overall response time (t,,.,)- Since t, and t, are given
values for each individual opacimeter, and t,,., is defined to be 1,0 s in this Regulation, t; can be calculated as
follows:

— 2 2 2
t]: - ’\/tAvcr + tp t i

By definition, the filter response time t; is the rise time of a filtered output signal between 10 % and 90 % on a step
input signal. Therefore the cut-off frequency of the Bessel filter has to be iterated in such a way, that the response
time of the Bessel filter fits into the required rise time.
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Figure (a): Traces of a Step Input Signal and the Filtered Output Signal

In figure (a), the traces of a step input signal and Bessel filtered output signal as well as the response time of the
Bessel filter (t) are shown.

Designing the final Bessel filter algorithm is a multi step process which requires several iteration cycles. The scheme
of the iteration procedure is presented below.
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2.2. Calculation of the Bessel algorithm

In this example a Bessel algorithm is designed in several steps according to the above iteration procedure which is
based upon annex 4, appendix 1, paragraph 6.1.

For the opacimeter and the data acquisition system, the following characteristics are assumed:
—  physical response time t, 0,15 s

— electrical response time t, 0,05 s

— overall response time t,,, 1,00 s (by definition in this Regulation)

— sampling rate 150 Hz

Step 1 Required Bessel filter response time t;:

(= V1= (0,157 +0,05%) =0,987421 s
Step 2 Estimation of cut-off frequency and calculation of Bessel constants E, K for first iteration:
f.=3,1415 /(10 x 0,987421) = 0,318152 Hz
At = 1/150 = 0,006667 s

Q=1 [tan (3,1415 x 0,006667 x 0,318152)] = 150,076644

1

E = = 7,07948 x 10

1+ 150,076644 x\[3 x 0,618034 + 0,618034 x 150,076644°
K =2 x7,07948 x 10°° x (0,618034 x 150,076644 — 1) — 1 = 0,970783
This gives the Bessel algorithm:
Y, = Y1 +7,07948 x 107 x (S, + 2 x SN+ S, — 4 x Y, ) +0,970783 x (Y, — Y, ,)

where S, represents the values of the step input signal (either ‘0" or ‘1) and Y, represents the filtered values of the
output signal.

Step 3 Application of Bessel filter on step input:

The Bessel filter response time t; is defined as the rise time of the filtered output signal between 10 % and 90 % on a
step input signal. For determining the times of 10 % (t,,) and 90 % (to() of the output signal, a Bessel filter has to be
applied to a step input using the above values of f_, E and K.

The index numbers, the time and the values of a step input signal and the resulting values of the filtered output
signal for the first and the second iteration are shown in table B. The points adjacent to t;, and to, are marked in
bold numbers. In table B, first iteration, the 10 % value occurs between index number 30 and 31 and the 90 % value
occurs between index number 191 and 192. For the calculation of t; ., the exact t;, and ty, values are determined
by linear interpolation between the adjacent measuring points, as follows:

t10 = tower ¥ At X (0,1 — 0Utyyye) | (OULypper = OUtjguyer)

t90 = tlowcr + At x (0'9 - OUtlowcr) / (OUtuppcr - OUtlowcr)

where out,,,., and outy,,,, respectively, are the adjacent points of the Bessel filtered output signal, and t;, is the

time of the adjacent time point, as indicated in table B.
t;o = 0,200000 + 0,006667 x (0,1 —0,099208) | (0,104794 — 0,099208) = 0,200945 s

too = 1,273333 + 0,006667 x (0,9 — 0,899147) [ (0,901168 — 0,899147) = 1,276147 s
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Step 4 Filter response time of first iteration cycle:

the = 1,276147 - 0,200945 = 1,075202 s

Step 5 Deviation between required and obtained filter response time of first iteration cycle:

A =(1,075202 - 0,987421) [ 0,987421 = 0,081641

Step 6 Checking the iteration criteria:

|A] £ 0,01 is required. Since 0,081641 > 0,01, the iteration criteria is not met and a further iteration cycle has to be

started. For this iteration cycle, a new cut-off frequency is calculated from f_ and A as follows:

This new cut-off frequency is used in the second iteration cycle, starting at step 2 again. The iteration has to be
repeated until the iteration criteria is met. The resulting values of the first and second iteration are summarised in

table A.

f =0,318152 x (1 + 0,081641) = 0,344126 Hz

c,new

Values of the first and second iteration

Table A

Parameter 1. Iteration 2. Iteration
f. (Hz) 0,318152 0,344126
E () 7,07948 x 107 8,272777 x 107>
K@ 0,970783 0,968410
tio (5) 0,200945 0,185523
too (5) 1,276147 1,179562
t jrer (8) 1,075202 0,994039
A() 0,081641 0,006657
fenew (H2) 0,344126 0,346417

Step 7 Final Bessel algorithm:

As soon as the iteration criteria has been met, the final Bessel filter constants and the final Bessel algorithm
are calculated according to step 2. In this example, the iteration criteria has been met after the second iteration
(A = 0,006657 < 0,01). The final algorithm is then used for determining the averaged smoke values (see next

paragraph 2.3).

Y, =Y+ 8272777 x 107 x (S, + 2 x 71+ S, — 4 x Y, ) +0,968410 x (Y; ' - Y, ,)

Table B

i

Values of step input signal and Bessel filtered output signal for the first and second iteration cycle

Filtered Output Signal
Index 1 Time Step Inpsut Signal \Ei
& ] i -
1. Iteration 2. Iteration
-2 -0,013333 0 0,000000 0,000000
-1 -0,006667 0 0,000000 0,000000
0 0,000000 1 0,000071 0,000083
1 0,006667 1 0,000352 0,000411
2 0,013333 1 0,000908 0,001060
3 0,020000 1 0,001731 0,002019
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Filtered Output Signal
Y,

Index 1 Time Step [npsl,.lt Signal [:]
-] [s] -
1. Iteration 2. Iteration
4 0,026667 1 0,002813 0,003278
5 0,033333 1 0,004145 0,004828
24 0,160000 1 0,067877 0,077876
25 0,166667 1 0,072816 0,083476
26 0,173333 1 0,077874 0,089205
27 0,180000 1 0,083047 0,095056
28 0,186667 1 0,088331 0,101024
29 0,193333 1 0,093719 0,107102
30 0,200000 1 0,099208 0,113286
31 0,206667 1 0,104794 0,119570
32 0,213333 1 0,110471 0,125949
33 0,220000 1 0,116236 0,132418
34 0,226667 1 0,122085 0,138972
35 0,233333 1 0,128013 0,145605
36 0,240000 1 0,134016 0,152314
37 0,246667 1 0,140091 0,159094
175 1,166667 1 0,862416 0,895701
176 1,173333 1 0,864968 0,897941
177 1,180000 1 0,867484 0,900145
178 1,186667 1 0,869964 0,902312
179 1,193333 1 0,872410 0,904445
180 1,200000 1 0,874821 0,906542
181 1,206667 1 0,877197 0,908605
182 1,213333 1 0,879540 0,910633
183 1,220000 1 0,881849 0,912628
184 1,226667 1 0,884125 0,914589
185 1,233333 1 0,886367 0,916517
186 1,240000 1 0,888577 0,918412
187 1,246667 1 0,890755 0,920276
188 1,253333 1 0,892900 0,922107
189 1,260000 1 0,895014 0,923907
190 1,266667 1 0,897096 0,925676
191 1,273333 1 0,899147 0,927414
192 1,280000 1 0,901168 0,929121
193 1,286667 1 0,903158 0,930799
194 1,293333 1 0,905117 0,932448
195 1,300000 1 0,907047 0,934067
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2.3. Calculation of the Smoke Values

In the scheme below the general procedure of determining the final smoke value is presented.

ﬁll \ 2

Speed A Speed B Speed C
Load Step 1 Load Step 1 Load Step 1
Speed A Speed B Speed C
Load Step 2 Load Step 2 Load Step 2
Speed A Speed B Speed C
Load Step 3 Load Step 3 Load Step 3

[ [ =—

raw opacity values N [%]

| [ [ [ T [ T [ 1

conversion to light absorption coefficient k [1/m]

’ k=—(1/LA)*In (1-N/100) ‘

N I N N N I N

filtering with Bessel filter “’\‘u’*

T T T T T T T T

selection of maximum k-value (peak) for
each speed and load step

Ymax1C
Ymax2C

Ymax1A Ymax1B
Ymax2A Ymax2B

Ymax3A Ymax3B

Ymax3C

Lt b

cycle validation for each speed

TYy vvy vy

calculation of mean smoke value for each speed

SVA =

(Ymax1A+Ymax2A+Ymax3A)/3

SVB =
(Ymax1B+Ymax2B+Ymax3B)/3

SVC =

(Ymax1C+Ymax2C+Ymax3C)/3

— 1 .

‘ﬁ‘

calculation of the final smoke value

Sv = 043*S8SVA + 0,56 *SVB + 0,01 *SVC

In figure b, the traces of the measured raw opacity signal, and of the unfiltered and filtered light absorption coeffi-
cients (k-value) of the first load step of an ELR-Test are shown, and the maximum value Y., 5 (peak) of the filtered
k trace is indicated. Correspondingly, table C contains the numerical values of index i, time (sampling rate of 150 Hz),
raw opacity, unfiltered k and filtered k. Filtering was conducted using the constants of the Bessel algorithm designed
in paragraph 2.2. of this annex. Due to the large amount of data, only those sections of the smoke trace around the

beginning and the peak are tabled.

The peak value (i = 272) is calculated assuming the following data of table C. All other individual smoke values are

calculated in the same way. For starting the algorithm, s_;, s_,, y_; and y_, are set to zero.
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Figure b: Traces of measured opacity N, of unfiltered smoke k and of filtered smoke k

Calculation of the k-value (annex 4, appendix 1, paragraph 6.3.1.):

L. (m) 0,430

Index 1 272

N ) 16,783
Sp (m) 0,427392
5,0 (m) 0,427532
Y, () 0,542383
S 0,542337

e x1n(1—16’783):0,427252 m’
0,430 100

This value corresponds to S,,, in the equation that follows.
Calculation of Bessel averaged smoke (annex 4, appendix 1, paragraph 6.3.2.):

In the following equation, the Bessel constants of the previous paragraph 2.2. are used. The actual unfiltered k-value,
as calculated above, corresponds to S,,, (S). S,71 (S;71) and S, (Si_,) are the two preceding unfiltered k-values,
Y, (Y;!) and Y,,, (Y.,) are the two preceding filtered k-values.

Y,,, = 0,542383 + 8,272777 x 107° x (0,427252 + 2 x 0,427392 + 0,427532 — 4 x 0,542337) + 0,968410 x
(0,542383 — 0,542337) = 0,542389 m™"

This value corresponds to Y, 4 in the following equation.
Calculation of the final smoke value (annex 4, appendix 1, paragraph 6.3.3.):

From each smoke trace, the maximum filtered k-value is taken for the further calculation. Assume the following
values:

Yipa (M)
Speed
Cycle 1 Cycle 2 Cycle 3
A 0,5424 0,5435 0,5587
B 0,5596 0,5400 0,5389
C 0,4912 0,5207 0,5177
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SV, = (0,5424 +0,5435 + 0,5587) [ 3 = 0,5482m!
SVy = (0,5596 +0,5400 + 0,5389) [ 3 = 0,5462m"
SVe = (0,4912 +0,5207 + 0,5177) [ 3 = 0,5099 m"
SV = (0,43 x 0,5482) + (0,56 x 0,5462) + (0,01 x 0,5099) = 05467 m"

Cycle validation (annex 4, appendix 1, paragraph 3.4.)

Before calculating SV, the cycle must be validated by calculating the relative standard deviations of the smoke of the

three cycles for each speed.

absolute standard deviation

Speed Mean SV (m™) () relative standard deviation (%)
A 0,5482 0,0091 1,7
0,5462 0,0116 2,1
C 0,5099 0,0162 3,2

In this example, the validation criteria of 15 per cent is met for each speed.

Table C

Values of opacity N, unfiltered and filtered k-value at beginning of load step

Index i Time Opacity N Unfitered fltered
-] [s] %] (m] (m]
-2 0,000000 0,000000 0,000000 0,000000
-1 0,000000 0,000000 0,000000 0,000000

0 0,000000 0,000000 0,000000 0,000000
1 0,006667 0,020000 0,000465 0,000000
2 0,013333 0,020000 0,000465 0,000000
3 0,020000 0,020000 0,000465 0,000000
4 0,026667 0,020000 0,000465 0,000001
5 0,033333 0,020000 0,000465 0,000002
6 0,040000 0,020000 0,000465 0,000002
7 0,046667 0,020000 0,000465 0,000003
8 0,053333 0,020000 0,000465 0,000004
9 0,060000 0,020000 0,000465 0,000005
10 0,066667 0,020000 0,000465 0,000006
11 0,073333 0,020000 0,000465 0,000008
12 0,080000 0,020000 0,000465 0,000009
13 0,086667 0,020000 0,000465 0,000011
14 0,093333 0,020000 0,000465 0,000012
15 0,100000 0,192000 0,004469 0,000014
16 0,106667 0,212000 0,004935 0,000018
17 0,113333 0,212000 0,004935 0,000022
18 0,120000 0,212000 0,004935 0,000028
19 0,126667 0,343000 0,007990 0,000036
20 0,133333 0,566000 0,013200 0,000047
21 0,140000 0,889000 0,020767 0,000061
22 0,146667 0,929000 0,021706 0,000082
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-1 [s] (%] [m] [m]

23 0,153333 0,929000 0,021706 0,000109
24 0,160000 1,263000 0,029559 0,000143
25 0,166667 1,455000 0,034086 0,000185
26 0,173333 1,697000 0,039804 0,000237
27 0,180000 2,030000 0,047695 0,000301
28 0,186667 2,081000 0,048906 0,000378
29 0,193333 2,081000 0,048906 0,000469
30 0,200000 2,424000 0,057067 0,000573
31 0,206667 2,475000 0,058282 0,000693
32 0,213333 2,475000 0,058282 0,000827
33 0,220000 2,808000 0,066237 0,000977
34 0,226667 3,010000 0,071075 0,001144
35 0,233333 3,253000 0,076909 0,001328
36 0,240000 3,606000 0,085410 0,001533
37 0,246667 3,960000 0,093966 0,001758
38 0,253333 4,455000 0,105983 0,002007
39 0,260000 4,818000 0,114836 0,002283
40 0,266667 5,020000 0,119776 0,002587

Table C (continued)
Values of opacity N, unfiltered and filtered k-value around Y1 o
(= peak value, indicated in bold number)

-1 [s] (%] [m] [m]

259 1,726667 17,182000 0,438429 0,538856
260 1,733333 16,949000 0,431896 0,539423
261 1,740000 16,788000 0,427392 0,539936
262 1,746667 16,798000 0,427671 0,540396
263 1,753333 16,788000 0,427392 0,540805
264 1,760000 16,798000 0,427671 0,541163
265 1,766667 16,798000 0,427671 0,541473
266 1,773333 16,788000 0,427392 0,541735
267 1,780000 16,788000 0,427392 0,541951
268 1,786667 16,798000 0,427671 0,542123
269 1,793333 16,798000 0,427671 0,542251
270 1,800000 16,793000 0,427532 0,542337
271 1,806667 16,788000 0,427392 0,542383
272 1,813333 16,783000 0,427252 0,542389
273 1,820000 16,780000 0,427168 0,542357
274 1,826667 16,798000 0,427671 0,542288
275 1,833333 16,778000 0,427112 0,542183
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3.

3.1.

- [s] [%] (m'] [m']
276 1,840000 16,808000 0,427951 0,542043
277 1,846667 16,768000 0,426833 0,541870
278 1,853333 16,010000 0,405750 0,541662
279 1,860000 16,010000 0,405750 0,541418
280 1,866667 16,000000 0,405473 0,541136
281 1,873333 16,010000 0,405750 0,540819
282 1,880000 16,000000 0,405473 0,540466
283 1,886667 16,010000 0,405750 0,540080
284 1,893333 16,394000 0,416406 0,539663
285 1,900000 16,394000 0,416406 0,539216
286 1,906667 16,404000 0,416685 0,538744
287 1,913333 16,394000 0,416406 0,538245
288 1,920000 16,394000 0,416406 0,537722
289 1,926667 16,384000 0,416128 0,537175
290 1,933333 16,010000 0,405750 0,536604
291 1,940000 16,010000 0,405750 0,536009
292 1,946667 16,000000 0,405473 0,535389
293 1,953333 16,010000 0,405750 0,534745
294 1,960000 16,212000 0,411349 0,534079
295 1,966667 16,394000 0,416406 0,533394
296 1,973333 16,394000 0,416406 0,532691
297 1,980000 16,192000 0,410794 0,531971
298 1,986667 16,000000 0,405473 0,531233
299 1,993333 16,000000 0,405473 0,530477
300 2,000000 16,000000 0,405473 0,529704
ETC TEST
Gaseous emissions (diesel engine)
Assume the following test results for a PDP-CVS system
V, (m’[rev) 0,1776
N, (rev) 23073
Ps (kPa) 98,0
P1 (kpa) 2,3
T &) 322,5
H, (g/kg) 12,8
NOy conce  (ppm) 53,7
NOyconea  (PPm) 0,4
COconce (ppm) 38,9
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COconca  (ppm) 1.0
HC e (ppm) without cutter 9,00
HC oned (ppm) without cutter 3,02
HConce (ppm) with cutter 1.20
HC onea (ppm) with cutter 0,65
Oy conee () 0023
Wact (kWh) 62,72

Calculation of the diluted exhaust gas flow (annex 4, appendix 2, paragraph 4.1.):

Myorw = 1,293 x 0,1776 x 23073 x (98,0 — 2,3) x 273 | (101,3 x 322,5)
=42372kg

Calculation of the NO, correction factor (annex 4, appendix 2, paragraph 4.2.):

1
K =
P 1-0,0182(12,8-10,71)

=1,039

Calculation of the NMHC concentration by NMC method (annex 4, appendix 2, paragraph 4.3.1.), assuming a meth-
ane efficiency of 0,04 and an ethane efficiency of 0,98:

~ 9,0 x (1 —0,04) -1,2

NMHC_ = =7,91 ppm
conce 0,98-0,04
3,02 % (1 —0,04) -0,65
NMHC ' =2,39 ppm
cond 0,98-0,04

Calculation of the background corrected concentrations (annex 4, appendix 2, paragraph 4.3.1.1.):
Assuming a diesel fuel of the composition C;H, ¢

1
S T s 6re (s P

13,6
DF = —=18,69
0,723+ (9,00 +38,9) - 10

NO, ne = 537-04-(1-(1/18,69) = 53,3 ppm
COpne = 389-10-(1-(1/1869) = 37,9 ppm
HC,, = 9,00-302-(1-(1/18,69) = 6,14 ppm
NMHC,,,. = 7,91-239-(1-(1/18,69) = 5,65ppm

Calculation of the emissions mass flow (annex 4, appendix 2, paragraph 4.3.1.):

NO = 0,001587 - 53,3+ 1,039 - 4 237,2

CO, e 0,000966 - 37,9 - 4 237,2 155,129 ¢

HC,.. = 0,000479 - 6,14 - 4 237,2 = 12,462¢
0,000479 - 5,65 - 4 237,2 11,467 g

372,391 g

X mass

1}
1}

NMHC

mass
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3.2.

3.3.

Calculation of the specific emissions (annex 4, appendix 2, paragraph 4.4.):

NO, = 372,391 | 62

72 = 5,94 g[kWh

€O =155,129 | 62,72 = 2,47 g[kWh

HC = 12,462 [ 62,72 = 0,199 g[kWh

NMHC = 11,467 | 62,72 = 0,183 g/kWh

Particulate Emissions (Diesel Engine)

Assume the following test results for a PDP-CVS system with double dilution

Mrorw (kg) 42372
M, (mg) 3,030
My, (mg) 0,044
Mror (kg) 2,159
Mg (kg) 0,909
My (mg) 0,341
Mpy (kg) 1,245
DF 18,69
W, (kWh) 62,72

Calculation of the mass emission (annex 4, appendix 2, paragraph 5.1.):

Calculation of the background corrected mass emission (annex 4, appendix 2, paragraph 5.1.):

Calculation of the sp

NO, = 372,391 | 62

M; = 3,030 + 0,044 = 3,074 mg
Mgam = 2,159 - 0,909 = 1,250 kg

3,074 41237,2

X

PT =
s 1,250 1000

=10,42¢g

mass

[3,074 0,341 . 1
_ <1
1,250 \1,245 18,69

ecific emission (annex 4, appendix 2, paragraph 5.2):

72 = 5,94 g/kWh

€O =155129 (62,72 = 2,47 g/kWh
HC = 12,462 62,72 = 0,199 g/kWh

Gaseous emissions

(CNG engine)

Assume the following test results for a PDP-CVS system

Mrorw (kg) 4237,2
H, (g/kg) 12,8
NOy conce  (ppm) 17,2
NO; conea (pPm) 0,4
COconce (ppm) 44,3
COconcd (ppm) 1,0
HC, o pee (ppm) without cutter 27,0
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HConea (ppm) without cutter 2,02
HCgpnee (ppm) with cutter 18.0
HCynea (ppm) with cutter 0,65
CHy conce (ppm) 18,0
CHy conca (ppm) 1.1
Opeonee % 0023
W, (kWh) 62,72

act

Calculation of the NO, correction factor (annex 4, appendix 2, paragraph 4.2.):

1

K =
16 1-0,0329%(12,8-10,71)

=1,074

Calculation of the NMHC concentration (annex 4, appendix 2, paragraph 4.3.1.):

a)  GC method

b) NMC method

Assuming a methane efficiency of 0,04 and an ethane efficiency of 0,98 (see annex 4, appendix 5, paragraph 1.8.4.)

NMHC =27,0-18,0

conce

27,0+ (1-0,04)-18,0

NMHC, =
0,98-0,04
2,02+ (1-0,04)-0,65
NMHC,, =
0,98-0,04

=9,0 ppm

= 8,4 ppm

=1,37 ppm

Calculation of the background corrected concentrations (annex 4, appendix 2, paragraph 4.3.1.1.):

Assuming a 100 % methane fuel of the composition C;H,

1

F =100 -
N

9,5

DF =
0,723+ (27,0 +44,3) - 10

=9,5

1+ (4]2)+ (3,76 % (1+(4]4)))

= 13,01

For NMHC with GC method, the background concentration is the difference between HC,,.q and CH, ycq

NO, ne  =17.2-04-(1-(1/13,01)) = 16,8 ppm
COyne =443-1,0-(1-(1/13,01)) = 43,4 ppm
NMHC,,. =84-1,37(1-(1/13,01)) = 7,13 ppm
NMHC,,. =9,0-0,92 (1 -(1/13,01)) = 8,15 ppm
CHy e =18,0-1,1-(1-(1/13,01)) = 17,0 ppm

(NMC method)
(GC method)
(GC method)

Calculation of the emissions mass flow (annex 4, appendix 2, paragraph 4.3.1.):

NO, pue = 0,001587 -
CO, e =0,000966 -
NMHC,,,.. = 0,000516 -
NMHC,,,.. = 0,000516 -
CHy e = 0,000552 -

16,8 - 1,074 -4237,2=121,330¢g
43,4-4237,2=177,642¢g
7,13-4237,2=15,589¢g
8,15-42372=17,819¢g

17,0 -4237,2=39,762¢

(NMC method)
(GC method)
(GC method)
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Calculation of the specific emissions (annex 4, appendix 2, paragraph 4.4.):

NO,

CcOo
NMHC

NMHC

=121,330/6272 =193 g/kWh

=177,642/62,72 =283 g/kWh

= 15,589/ 62,72 =0,249gkWh  (NMC method)
=17,819 /62,72 =0,284g/kWh  (GC Method)
=39,762/62,72 = 0,634 g[kWh (GC method)

4. \-SHIFT FACTOR (S))

4.1. Calculation of the \-shift factor (S,) ()

where:

inert %
0,*

n and m

diluent

to 72).

0,*

inert %
+ —| —
4 100

100

m

\-shift factor;
% by volume of inert gases in the fuel (i.e. N,, CO,, He, etc.);
% by volume of original oxygen in the fuel;

refer to average C,H,, representing the fuel hydrocarbons, i.e:

CH, % C,% C, % C,% C, %
1x +2x +3x + 4 x +5x +
100 100 100 100 100
n=
diluent%
100
4X[CH4% . X[C2H4% . x[CZHé% . X[C3H8% .
100 100 100 100
m=
diluent%
100

% by volume of methane in the fuel;

% by volume of all C, hydrocarbons (e.g.: C,Hg, C,H,, etc.) in the fuel;

(
% by volume of all C; hydrocarbons (e.g.: C;Hg, C5Hg, etc.) in the fuel;
(

% by volume of all C, hydrocarbons (e.g.: C,H;,, C,Hg, etc.) in the fuel;
% by volume of all C5 hydrocarbons (e.g.: CsH;,, CsH;, etc.) in the fuel;

% by volume of dilution gases in the fuel (ie.: O,* N,, CO,, He, etc.).

(") Stoichiometric Air[Fuel ratios of automotive fuels: SAE J1829, June 1987.
John B. Heywood, Internal Combustion Engine Fundamentals, McGraw-Hill, 1988, Chapter 3.4. ‘Combustion stoichiometry’ (pages 68
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4.2. Examples for the calculation of the A-shift factor S,:

Example 1: G,5: CH, = 86 %, N, = 14 % (by vol)

[CH4% [cz%
X X .
100 100 1x0,86 0,86 )
- diluent% _1 14 086
100 100
PSP D SR
100 100 T 4x0,86
m= - -
diluent% 0,86
100
2 2
S)\= = =1,16
inert % m 02* 14 4
- n+—|- 1-—|x[1+-
100 4/ 100 100 4
Example 2: GR: CH, = 87 %, C,H, = 13 % (by vol)
[CH4% [g%]
X + ) x + ...
100 100 1x0,87+2x0,13 1,13
n= = :—:1’13
diluent% 0
— l__
100 100
4X[CH4% . X[CZHG% .
100 100 4x0,87+6x0,13
m= = =426
diluent% 1
100
2 2
S)\= = =0,911
inert % m| O,* 0 4,26
1- n+—|- 1-—|x 1,13+ —
100 4/ 100 100 4

Example 3: USA: CH, = 89 %, C,H, = 4,5 %, C;Hg = 2,3 %, C;H,, = 0,2%, 0, = 0.6 %, N, = 4 %

[CH4 %
1x
100

[c2 %
X .
100 1x0,89+2x0,045+3x%x0,023+4x0,002
diluent% (0,64 + 4)

100 100

’

n=

[CH4 %
4 x
100

100

) [C3H8 %

) [C2H6 %
100
diluent%
100

) [C2H4 %
100

m=

4%0,89+4x0,045+8x0,023+14x0,002
- 0,6 +4

100

2 2
S = = =0,96

inert % m| O,* ( 4 ) ( 4,24\ 0,6
1- n+—|- 1o —|x {111+ ——|-—
100 4/ 100 100 4 100

=424
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ANNEX 9
SPECIFIC TECHNICAL REQUIREMENTS RELATING TO ETHANOL-FUELLED DIESEL ENGINES
In the case of ethanol-fuelled diesel engines, the following specific modifications to the appropriate paragraphs, equations

and factors will apply to the test procedures defined in annex 4 to this Regulation.

In annex 4, appendix 1

4.2. Dry|wet correction

1,877

FH
G
(1+2,577~ﬂ

AIRW

4.3. NO, correction for humidity and temperature

1
K =
BP 1+ A (H,-10,71)+B - (T,~298)

with:

A = 0181 Gy | Gamp — 00266

B = —0,123 Gup | Gamp + 000954

T, = temperature of the air, K

H, = humidity of the intake air, g water per kg dry air

4.4. Calculation of the emission mass flow rates

The emission mass flow rates (g/h) for each mode shall be calculated as follows, assuming the exhaust gas density to
be 1272 kg/m® at 273 K (O°C) and 101,3 kPa:

(1) Nox mass = 0’00161 3- Nox conc KH‘D : GEXHW

(2) Comass = 0’000982 : Coconc : GEXHW

(3) HCmass = 0’000809 . HCconc : KH,D ' GEXHW

where NO, onr COconer HCoone (1) are the average concentrations (ppm) in the raw exhaust gas, as determined in

paragraph 4.1.

If, optionally, the gaseous emissions are determined with a full flow dilution system, the following formulae must be

applied:

(1) NOX mass = 0’001 587+ Nox conc KH’D : GTOTW

(2) Comass = 0’000966 . COconc : GTOTW

(3) Hcmass = 0’000795 . HCconc : GTOTVV

where NO, oner COconer HCoone (1) are the average background corrected concentrations (ppm) of each mode in the

diluted exhaust gas, as determined in annex 4, appendix 2, paragraph 4.3.1.1.

In annex 4, appendix 2

Paragraphs 3.1., 3.4., 3.8.3. and 5. of appendix 2 do not apply solely to diesel engines. They also apply to ethanol-fuelled
diesel engines.

(") Based on C1 equivalent.
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4.2.

4.3.

4.3.1.1.

The conditions for the test should be arranged so that the air temperature and the humidity measured at the
engine intake is set to standard conditions during the test run. The standard should be 6 + 0,5 g water per kg dry
air at a temperature interval of 298 + 3 K. Within these limits no further NO, correction should be made. The
test is void if these conditions are not met.

Calculation of the emission mass flow

Systems with constant mass flow

For systems with heat exchanger, the mass of the pollutants (g/test) must be determined from the following
equations:

(1) NOy pass 0,001587 - NO, cone * Kiip - Myorw (ethanol fuelled engines)

(2) COppuss = 0,000966 - CO_ope - Moy (ethanol fuelled engines)

(3) HCpps = 0,000794 - HC_ .. * Mrorw (ethanol fuelled engines)

where:

NO, coner COconer HCoone (1), NMHC,, .. = average background corrected concentrations over the cycle from inte-

gration (mandatory for NO, and HC) or bag measurement, ppm.

Miorw = total mass of diluted exhaust gas over the cycle as determined in paragraph 4.1., kg.

Determination of the background corrected concentrations

The average background concentration of the gaseous pollutants in the dilution air must be subtracted from
measured concentrations to get the net concentrations of the pollutants. The average values of the background
concentrations can be determined by the sample bag method or by continuous measurement with integra-
tion. The following formula must be used.

conc = conc, — concy x (1 — (1 | DF))

where:

conc = concentration of the respective pollutant in the diluted exhaust gas, corrected by the amount of the
respective pollutant contained in the dilution air, ppm

conc, = concentration of the respective pollutant measured in the diluted exhaust gas, ppm

concg = concentration of the respective pollutant measured in the dilution air, ppm

DF = dilution factor

The dilution factor must be calculated as follows:

Fg
DF= —
C02 conce + (HCCOHCC + COCOHC&) x 10

where:
COsconce = concentration of CO, in the diluted exhaust gas, % vol
HC o e = concentration of HC in the diluted exhaust gas, ppm C1
COonce = concentration of CO in the diluted exhaust gas, ppm
Fg = stoichiometric factor

Concentrations measured on dry basis must be converted to a wet basis in accordance with annex 4, appendix 1,
paragraph 4.2.

() Based on C1 equivalent.
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4.4.

The stoichiometric factor must, for the general fuel composition CH,O¢Ny, be calculated as follows:

1

F,=100-

2

a a
1+—+3,76-(1+——E)+X
2 4 2

Alternatively, if the fuel composition is not known, the following stoichiometric factors may be used:

Fs (ethanol) = 12,3

Systems with flow compensation

For systems without heat exchanger, the mass of the pollutants (g/test) must be determined by calculating the
instantaneous mass emissions and integrating the instantaneous values over the cycle. Also, the background cor-
rection must be applied directly to the instantaneous concentration value. The following formulae must be applied:

n

(1) NOX mass - (MTOTWi ' Nox conce,i 0,001 587) - (MTOTW ’ Nox coned (1 - 1/DF) - 0,001 587)

i=1
n

() COpass = 2 Mygryw;* COpnees - 0.000966) = (M, - CO. - (1= 1/DF) - 0,000966)
i=1

(3) HCu = Z(MTOTW,i “HC_ ;- 0,000479) = (Mo, - HC 4 - (1 - 1/DF) - 0,000479)
i=1

where:

conc, = concentration of the respective pollutant measured in the diluted exhaust gas, ppm

concy = concentration of the respective pollutant measured in the dilution air, ppm

Mrorw; = instantaneous mass of the diluted exhaust gas (see paragraph 4.1.), kg

Mrorw = total mass of diluted exhaust gas over the cycle (see paragraph 4.1.), kg

DF = dilution factor as determined in paragraph 4.3.1.1.

Calculation of the specific emissions

The emissions (g/kWh) must be calculated for all individual components in the following way:

NO_ = NO

| W
X mass act

c0O=CO0__[W

mass / act

HC=HC _|W

mass act

where:

W,

act

= actual cycle work as determined in paragraph 3.9.2., kWh
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Corrigendum to Regulation No 83 of the Economic Commission for Europe of the United Nations (UN/ECE) —
Uniform provisions concerning the approval of vehicles with regard to the emission of pollutants according to
engine fuel requirements

(Official Journal of the European Union L 375 of 27 December 2006)

Regulation No 83 should read as follows:

Regulation No 83 of the Economic Commission for Europe of the United Nations (UN/ECE) — Uniform
provisions concerning the approval of vehicles with regard to the emission of pollutants according to
engine fuel requirements

Revision 3

Incorporating all valid text up to:

Incorporating all valid text up to the 05 series of amendments — Date of entry into force: 29 March 2001
Supplement 1 to the 05 series of amendments — Date of entry into force: 12 September 2001
Supplement 2 to the 05 series of amendments — Date of entry into force: 21 February 2002

Corrigendum 1 to the 05 series of amendments subject of Depositary Notification C.N.111.2002.TREATIES-1
dated 8 February 2002

Corrigendum 2 to the 05 series of amendments subject of Depositary Notification C.N.883.2003. TREATIES-1
dated 2 September 2003

Supplement 3 to the 05 series of amendments — Date of entry into force: 27 February 2004
Supplement 4 to the 05 series of amendments — Date of entry into force: 12 August 2004

Corrigendum 3 to the 05 series of amendments subject of Depositary Notification C.N.1038.2004.TREATIES-1
dated 4 October 2004

Supplement 5 to the 05 series of amendments — Date of entry into force: 4 April 2005

1. SCOPE
1.1 This Regulation applies to (*):
1.1.1. Exhaust emissions at normal and low ambient temperature, evaporative emissions, emissions of

crankcase gases, the durability of pollution control exhaust devices and on-board diagnostic
(OBD) systems of motor vehicles equipped with positive-ignition (P.I) engines which have at
least 4 wheels.

1.1.2. Exhaust emissions, the durability of anti-pollution devices and on-board diagnostic (OBD)
systems of vehicles of categories M; and N, equipped with compression-ignition (C.L.) engines
which have at least 4 wheels and a maximum mass not exceeding 3 500 kg.

1.1.3. Exhaust emissions at normal and low ambient temperature, evaporative emissions, emissions of
crankcase gases, the durability of pollution control exhaust devices and on-board diagnostic
(OBD) systems of hybrid electric vehicles (HEV) equipped with positive-ignition (P.I.) engines
and having at least four wheels.

1.1.4. Exhaust emissions, the durability of anti-pollution devices and on-board diagnostic (OBD)
systems of hybrid electric vehicles (HEV) of categories M; and N, equipped with compression-
ignition (C.I) engines, having at least four wheels and a maximum mass not exceeding 3 500 kg.

(") Vehicle categories as defined in the Consolidated Resolution on the Construction of Vehicles (R.E.3), Annex 7 (docu-

ment TRANS/WP.29/78/Rev.1/Amend?2).
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1.2.

2.1.

2.2.

2.2.1.

2.3.

2.4.

2.5.

2.6.

It does not apply to:

— vehicles with a maximum mass of less than 400 kg and to vehicles having a maximum
design speed of less than 50 km/h;

— vehicles whose unladen mass is not more than 400 kg if they are intended for carrying
passengers or 550 kg if they are intended for carrying goods and whose maximum engine
power does not exceed 15 kW.

At the request of the manufacturer, type approval pursuant to this Regulation may be extended

from M, or N; vehicles equipped with compression-ignition engines which have already been

typed approved to M, and N, vehicles having a reference mass not exceeding 2 840 kg and
meeting the conditions of paragraph 7 (extension of approval).

Vehicles of category N; equipped with compression-ignition engines or equipped with positive-

ignition engines fuelled with NG or LPG are not subject to this Regulation provided they have

been type-approved pursuant to Regulation No 49 as amended by the last series of amendments.

This Regulation does not apply to vehicles equipped with positive-ignition engines fuelled with

NG or LPG used for driving motor vehicles of M; category having a maximum mass exceeding
3 500 kg, M,, M3, N,, N; to which Regulation No 49 is applicable.

DEFINITIONS
For the purposes of this Regulation:

‘Vehicle type’ means a category of power-driven vehicles that do not differ in such essential
respects as:

the equivalent inertia determined in relation to the reference mass as prescribed in Annex 4,
paragraph 5.1 and

the engine and vehicle characteristics as defined in Annex 1;

‘Reference mass’ means the ‘unladen mass’ of the vehicle increased by a uniform figure of 100 kg
for test according to Annexes 4 and 8,

‘Unladen mass’ means the mass of the vehicle in running order without driver, passengers or
load, but with the fuel tank 90 per cent full and the usual set of tools and spare wheel on board,
where applicable;

‘Maximum mass’ means the technically permissible maximum mass declared by the vehicle
manufacturer (this mass may be greater than the maximum mass authorised by the national
administration);

‘Gaseous pollutants’ means the exhaust gas emissions of carbon monoxide, oxides of nitrogen,
expressed in nitrogen dioxide (NO,) equivalent and hydrocarbons assuming ratio of:

C,H, g5 for petrol,
— CyH, 4 for diesel,
C,H, 5,5 for LPG,

C,H, for NG.
‘Particulate pollutants’ means components of the exhaust gas which are removed from the
diluted exhaust gas at a maximum temperature of 325 K (52 °C) by means of the filters described
in Annex 4;
‘Exhaust emissions’ means:

— for positive-ignition (P.I) engines, emissions of gaseous pollutants;

— for compression-ignition (C.I) engines, emissions of gaseous and particulate pollutants;



9.3.2007 Official Journal of the European Union L 70/173

2.7. ‘Evaporative emissions’ means the hydrocarbon vapours lost from the fuel system of a motor
vehicle other than those from exhaust emissions;

2.7.1. ‘Tank breathing losses’ are hydrocarbon emissions caused by temperature changes in the fuel tank
(assuming a ratio of C,H, 35).

2.7.2. ‘Hot soak losses’ are hydrocarbon emissions arising from the fuel system of a stationary vehicle
after a period of driving (assuming a ratio of C;H, ,);

2.8. ‘Engine crankcase’ means the spaces in or external to an engine which are connected to the oil
sump by internal or external ducts through which gases and vapour can escape;

2.9. ‘Cold start device’ means a device that temporarily enriches the air/fuel mixture of the engine
thus assisting the engine to start;

2.10. ‘Starting aid’ means a device which assists engine start up without enrichment of the air/fuel
mixture of the engine, e.g. glow plug, injection timing change, etc.;

2.11. ‘Engine capacity’ means:

2.11.1. For reciprocating piston engines, the nominal engine swept volume;

2.11.2. For rotary piston engines (Wankel), twice the nominal swept volume of a combustion chamber
per piston;

2.12. ‘Pollution control devices’ means those components of a vehicle that control and/or limit

exhaust and evaporative emissions.

2.13. ‘OBD’ means an on-board diagnostic system for emission control, which has the capability of
identifying the likely area of malfunction by means of fault codes stored in computer memory;

2.14. ‘In-service test’ means the test and evaluation of conformity conducted in accordance with
paragraph 8.2.1 of this Regulation;

2.15. ‘Properly maintained and used’ means, for the purpose of a test vehicle, that such a vehicle
satisfies the criteria for acceptance of a selected vehicle laid down in paragraph 2 of Appendix 3
to this Regulation;

2.16. ‘Defeat device’ means any element of design which senses temperature, vehicle speed, engine
rotational speed, transmission gear, manifold vacuum or any other parameter for the purpose of
activating, modulating, delaying or deactivating the operation of any part of the emission control
system, that reduces the effectiveness of the emission control system under conditions which may
reasonably be expected to be encountered in normal vehicle operation and use. Such an element
of design may not be considered a defeat device if:

2.16.1. the need for the device is justified in terms of protecting the engine against damage or accident
and for safe operation of the vehicle, or

2.16.2. the device does not function beyond the requirements of engine starting, or
2.16.3. conditions are substantially included in the Type I or Type VI test procedures.
2.17. ‘Family of vehicles’ means a group of vehicle types identified by a parent vehicle for the pur-

pose of Annex 12;

2.18. ‘Fuel requirement by the engine’ means the type of fuel normally used by the engine:
— petrol,
— LPG (liquefied petroleum gas),
— NG (natural gas),
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2.19.

2.19.1.

2.19.2.

2.19.3.

2.20.

2.21.

2.21.1.

2.21.2.

2.22.

2.23.

— either petrol or LPG,
— either petrol or NG,

— diesel fuel;

‘Approval of a vehicle’ means the approval of a vehicle type with regard to the limitation of the
following conditions (*):

Limitation of exhaust emissions by the vehicle, evaporative emissions, crankcase emissions, dura-
bility of pollution control devices, cold start pollutant emissions and on-board diagnostics of
vehicles fuelled with unleaded petrol, or which can be fuelled with either unleaded petrol and
LPG or NG (Approval B);

Limitation of emissions of gaseous and particulate pollutants, durability of pollution control
devices and on-board diagnostics of vehicles fuelled with diesel fuel (Approval C);

Limitation of emissions of gaseous pollutants by the engine, crankcase emissions, durability of
pollution control devices, cold start emissions and on-board diagnostics of vehicles fuelled with
LPG or NG (Approval D);

‘Periodically regenerating system’ means an anti-pollution device (e.g. catalytic converter, par-
ticulate trap) that requires a periodical regeneration process in less than 4 000 km of normal
vehicle operation. During cycles where regeneration occurs, emission standards can be
exceeded. If a regeneration of an anti-pollution device occurs at least once per Type I test and
that has already regenerated at least once during vehicle preparation cycle, it will be considered
as a continuously regenerating system which does not require a special test procedure. Annex 13
does not apply to continuously regenerating systems.

At the request of the manufacturer, the test procedure specific to periodically regenerating sys-
tems will not apply to a regenerative device if the manufacturer provides data to the type
approval authority that, during cycles where regeneration occurs, emissions remain below the
standards given in paragraph 5.3.1.4. applied for the concerned vehicle category after agree-
ment of the technical service.

Hybrid vehicles (HV)
General definition of hybrid vehicles (HV):

‘Hybrid vehicle (HV) means a vehicle with at least two different energy converters and two dif-
ferent energy storage systems (on vehicle) for the purpose of vehicle propulsion.

Definition of hybrid electric vehicles (HEV):

‘Hybrid electric vehicle (HEV) means a vehicle that, for the purpose of mechanical propulsion,
draws energy from both of the following on-vehicle sources of stored energy/power:

— a consumable fuel,

— an electrical energy/power storage device (e.g.: battery, capacitor, flywheel/generator etc.).

‘Mono-fuel vehicle’ means a vehicle that is designed primarily for permanent running on LPG
or NG, but may also have a petrol system for emergency purposes for starting only, where the
petrol tank does not contain more than 15 litres of petrol;

‘Bi-fuel vehicle’ means a vehicle that can run part-time on petrol and also part-time on either
LPG or NG.

(") Approval A cancelled. The 05 series of amendments to this Regulation prohibit the use of leaded petrol.
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3.1.

3.1.1.1.

3.1.1.1.1.

3.1.1.1.2.

3.1.1.2.

3.1.1.3.

3.1.1.4.

3.2

3.2.1.

3.3.

4.1.

4.2.

APPLICATION FOR APPROVAL

The application for approval of a vehicle type with regard to exhaust emissions, crankcase
emissions, evaporative emissions and durability of pollution control devices, as well as to its
on-board diagnostic (OBD) system shall be submitted by the vehicle manufacturer or by his
authorized representative.

Should the application concern an on-board diagnostic (OBD) system, it shall be accompanied by
the additional information required in paragraph 4.2.11.2.7 of Annex 1, together with:

a declaration by the manufacturer of:

in the case of vehicles equipped with positive-ignition engines, the percentage of misfires out of
a total number of firing events that would result in emissions exceeding the limits given in para-
graph 3.3.2 of Annex 11, if that percentage of misfire had been present from the start of a
Type I test as described in paragraph 5.3.1 of Annex 4;

in the case of vehicles equipped with positive-ignition engines, the percentage of misfires out of
a total number of firing events that could lead to an exhaust catalyst, or catalysts, overheating
prior to causing irreversible damage;

detailed written information fully describing the functional operation characteristics of the OBD
system, including a listing of all relevant parts of the vehicle’s emission control system, i.e. sen-
sors, actuators and components, that are monitored by the OBD system;

a description of the malfunction indicator (MI) used by the OBD system to signal the presence
of a fault to a driver of the vehicle;

copies of other type approvals with the relevant data to enable extensions of approvals;
if applicable, the particulars of the vehicle family as referred to in Annex 11, Appendix 2.

For the tests described in paragraph 3. of Annex 11, a vehicle representative of the vehicle type
or vehicle family fitted with the OBD system to be approved shall be submitted to the technical
service responsible for the type approval test. If the technical service determines that the sub-
mitted vehicle does not fully represent the vehicle type or vehicle family described in Annex 11,
Appendix 2, an alternative and if necessary an additional vehicle shall be submitted for test in
accordance with paragraph 3 of Annex 11.

A model of the information document relating to exhaust emissions, evaporative emissions,
durability and the on-board diagnostic (OBD) system is given in Annex 1. The information
mentioned under paragraph 4.2.11.2.7.6 of Annex 1 is to be included in Appendix 1 ‘OBD —
RELATED INFORMATION' to the type-approval communication given in Annex 2.

Where appropriate, copies of other type approvals with the relevant data to enable extensions
of approvals and establishment of deterioration factors shall be submitted.

For the tests described in paragraph 5. of this Regulation a vehicle representative of the vehicle
type to be approved shall be submitted to the technical service responsible for the approval
tests.

APPROVAL

If the vehicle type submitted for approval following this amendment meets the requirements of
paragraph 5. below, approval of that vehicle type shall be granted.

An approval number shall be assigned to each type approved.

Its first two digits shall indicate the series of amendments according to which the approval was
granted. The same Contracting Party shall not assign the same number to another vehicle type.
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4.3. Notice of approval or of extension or refusal of approval of a vehicle type pursuant to this
Regulation shall be communicated to the Parties to the Agreement which apply this Regulation
by means of a form conforming to the model in Annex 2 to this Regulation.

4.3.1. In the event of amendment to the present text, for example, if new limit values are prescribed,
the Parties to the Agreement shall be informed which vehicle types already approved comply
with the new provisions.

4.4, There shall be affixed, conspicuously and in a readily accessible place specified on the approval
form, to every vehicle conforming to a vehicle type approved under this Regulation, an
international approval mark consisting of:

4.4.1. a circle surrounding the letter ‘E’ followed by the distinguishing number of the country that has
granted approval (1);

4.4.2. the number of this Regulation, followed by the letter ‘R’, a dash and the approval number to
the right of the circle described in paragraph 4.4.1.

4.4.3. However, the approval mark shall contain an additional character after the letter ‘R’, the pur-
pose of which is to distinguish the emission limit values for which the approval has been
granted. For those approvals issued to indicate compliance with the limits for the Type I test
detailed in Row A of the table in paragraph 5.3.1.4.1 of this Regulation, the letter ‘R’ will be
followed by the roman number T. For those approvals issued to indicate compliance with the
limits for the Type I test detailed in Row B in the table to paragraph 5.3.1.4.1 of this Regula-
tion, the letter R’ will be followed by the roman number ‘II'.

4.5. If the vehicle conforms to a vehicle type approved, under one or more other Regulations annexed
to the Agreement, in the country which has granted approval under this Regulation, the sym-
bol prescribed in paragraph 4.4.1 need not be repeated; in such a case, the Regulation and
approval numbers and the additional symbols of all the Regulations under which approval has
been granted in the country which has granted approval under this Regulation shall be placed
in vertical columns to the right of the symbol prescribed in paragraph 4.4.1.

4.6. The approval mark shall be clearly legible and be indelible.
4.7. The approval mark shall be placed close to or on the vehicle data plate.
4.8. Annex 3 to this Regulation gives examples of arrangements of the approval mark.
5. SPECIFICATIONS AND TESTS
Note: As an alternative to the requirements of this paragraph, vehicle manufacturers whose world-

wide annual production is less than 10 000 units may obtain approval on the basis of the cor-
responding technical requirements specified in: the California Code of Regulations, Title 13,
Paragraphs 1960.1 (f) (2) or (g) (1) and (g) (2), 1960.1 (p) applicable to 1996 and later model-
year vehicles, 1968.1, 1976 and 1975, applicable to 1995 and later model year light-duty
vehicles (California Code of Regulations is published by Barclays Publishing).

(') 1 for Germany, 2 for France, 3 for Italy, 4 for the Netherlands, 5 for Sweden, 6 for Belgium, 7 for Hungary, 8 for the
Czech Republic, 9 for Spain, 10 for Serbia and Montenegro, 11 for the United Kingdom, 12 for Austria, 13 for Lux-
embourg, 14 for Switzerland, 15 (vacant), 16 for Norway, 17 for Finland, 18 for Denmark, 19 for Romania, 20 for
Poland, 21 for Portugal, 22 for the Russian Federation, 23 for Greece, 24 for Ireland, 25 for Croatia, 26 for Slovenia,
27 for Slovakia, 28 for Belarus, 29 for Estonia, 30 (vacant), 31 for Bosnia and Herzegovina, 32 for Latvia, 33 (vacant),
34 for Bulgaria, 35 (vacant), 36 for Lithuania, 37 for Turkey, 38 (vacant), 39 for Azerbaijan, 40 for The former Yugo-
slav Republic of Macedonia, 41 (vacant), 42 for the European Community (Approvals are granted by its Member States
using their respective ECE symbol), 43 for Japan, 44 (vacant), 45 for Australia, 46 for Ukraine, 47 for South Africa,
48 for New Zealand, 49 for Cyprus, 50 for Malta and 51 for the Republic of Korea. Subsequent numbers shall be
assigned to other countries in the chronological order in which they ratify or accede to the Agreement Concerning the
Adoption of Uniform Technical Prescriptions for Wheeled Vehicles, Equipment and Parts which can be Fitted and/or
be Used on Wheeled Vehicles and the Conditions for Reciprocal Recognition of Approvals Granted on the Basis of
these Prescriptions, and the numbers thus assigned shall be communicated by the Secretary-General of the United
Nations to the Contracting Parties to the Agreement.
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5.1.

5.1.1.

5.1.2.

5.1.2.1.

5.1.3.1.

5.1.3.2.

5.1.3.2.1.

5.1.3.2.2.

5.1.4.1.

5.1.4.2.

5.1.4.3.

5.1.5.1.

General

The components liable to affect the emission of pollutants shall be so designed, constructed
and assembled as to enable the vehicle, in normal use, despite the vibration to which they may
be subjected, to comply with the provisions of this Regulation.

The technical measures taken by the manufacturer shall be such as to ensure that in conformity
with the provisions of this Regulation, exhaust gas and evaporative emissions are effectively
limited throughout the normal life of the vehicle and under normal conditions of use. This will
include the security of those hoses and their joints and connections, used within the emission
control systems, which shall be so constructed as to conform with the original design intent. For
exhaust emissions, these provisions are deemed to be met if the provisions of paragraphs 5.3.1.4
and 8.2.3.1 respectively are complied with. For evaporative emissions, these conditions are
deemed to be met if the provisions of paragraphs 5.3.1.4 and 8.2.3.1 respectively are complied
with.

The use of a defeat device is prohibited.
Inlet orifices of petrol tanks

Subject to paragraph 5.1.3.2, the inlet orifice of the petrol tank shall be so designed as to pre-
vent the tank from being filled from a petrol pump delivery nozzle which has an external diam-
eter of 23,6 mm or greater.

Paragraph 5.1.3.1 shall not apply to a vehicle in respect of which both of the following conditions
are satisfied, i.e.:

the vehicle is so designed and constructed that no device designed to control the emission of
gaseous pollutants shall be adversely affected by leaded petrol, and;

the vehicle is conspicuously, legibly and indelibly marked with the symbol for unleaded petrol,
specified in ISO 2575:1982, in a position immediately visible to a person filling the petrol tank.
Additional markings are permitted.

Provision shall be made to prevent excess evaporative emissions and fuel spillage caused by a
missing fuel filler cap.

This may be achieved by using one of the following:
an automatically opening and closing, non-removable fuel filler cap,
design features which avoid excess evaporative emissions in the case of a missing fuel filler cap,

any other provision which has the same effect. Examples may include, but are not limited to, a
tethered filler cap, a chained filler cap or one utilising the same locking key for the filler cap as
for the vehicle’s ignition. In this case, the key shall be removable from the filler cap only in the
locked condition.

Provisions for electronic system security

Any vehicle with an emission control computer shall include features to deter modification,
except as authorised by the manufacturer. The manufacturer shall authorise modifications if
these modifications are necessary for the diagnosis, servicing, inspection, retrofitting or repair
of the vehicle. Any reprogrammable computer codes or operating parameters shall be resistant
to tampering and afford a level of protection at least as good as the provisions in ISO DIS
15031-7, dated October 1998 (SAE J2 186 dated October 1996), provided that the security
exchange is conducted using the protocols and diagnostic connector as prescribed in para-
graph 6.5 of Annex II, Appendix 1. Any removable calibration memory chips shall be potted,
encased in a sealed container or protected by electronic algorithms and shall not be changeable
without the use of specialised tools and procedures.
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5.1.5.2.

5.1.5.3.

5.1.5.4.

5.1.5.5.

5.2.

5.2.1.

5.2.2.

Computer-coded engine operating parameters shall not be changeable without the use of spe-
cialised tools and procedures (e. g. soldered or potted computer components or sealed (or sol-
dered) computer enclosures).

In the case of mechanical fuel-injection pumps fitted to compression-ignition engines, manufac-
turers shall take adequate steps to protect the maximum fuel delivery setting from tampering
while a vehicle is in service.

Manufacturers may apply to the approval authority for an exemption to one of these require-
ments for those vehicles which are unlikely to require protection. The criteria that the approval
authority will evaluate in considering an exemption will include, but are not limited to, the cur-
rent availability of performance chips, the high-performance capability of the vehicle and the
projected sales volume of the vehicle.

Manufacturers using programmable computer code systems (e.g. Electrical Erasable Program-
mable Read-Only Memory, EEPROM) shall deter unauthorised reprogramming. Manufacturers
shall include enhanced tamper protection strategies and write protect features requiring elec-
tronic access to an off-site computer maintained by the manufacturer. Methods giving an
adequate level of tamper protection will be approved by the authority.

It shall be possible to inspect the vehicle for roadworthiness test in order to determine its per-
formance in relation to the data collected in accordance with paragraph 5.3.7 of this Regula-
tion. If this inspection requires a special procedure, this shall be detailed in the service manual
(or equivalent media). This special procedure shall not require the use of special equipment other
than that provided with the vehicle.

Test procedure
Table 1 illustrates the various possibilities for type approval of a vehicle.

Positive ignition engine-powered vehicles and hybrid electric vehicles equipped with a positive-
ignition engine shall be subject to the following tests:

— Type I (verifying the average exhaust emissions after a cold start)
— Type II (carbon monoxide emission at idling speed)

— Type III (emission of crankcase gases)

— Type IV (evaporation emissions)

— Type V (durability of anti-pollution devices)

— Type VI (verifying the average low ambient temperature carbon monoxide and hydrocar-
bon exhaust emissions after a cold start

— OBD-test.

Positive ignition engine-powered vehicle and hybrid electric vehicles equipped with positive-
ignition engine fuelled with LPG or NG (mono or bi-fuel) shall be subjected to the following
tests (according to Table 1):

— Type I (verifying the average exhaust emissions after a cold start)
— Type II (carbon monoxide emissions at idling speed)

— Type III (emission of crankcase gases)
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5.2.3.

— Type IV (evaporative emissions), where applicable

— Type V (durability of anti-pollution devices)

— Type VI (verifying the average low ambient temperature carbon monoxide and hydrocar-

bon exhaust emissions after a cold start), where applicable

— OBD test, where applicable.

Compression ignition engine-powered vehicles and hybrid electric vehicles equipped with a com-

pression ignition engine shall be subject to the following tests:

— Type I (verifying the average exhaust emissions after a cold start)

— Type V (durability of anti-pollution control devices)

— and, where applicable, OBD test.

Table 1

Different routes for type approval and extensions

Type-approval test

Positive-ignition engined vehicles of categories M and N

Compression-ignition
engined vehicles of
categories M; and N,

petrol fuelled vehicle

bi-fuel vehicle

mono-fuel vehicle

Yes (test with both

Yes Yes Yes
T . fuel types) . .
ype | (maximum mass . (maximum mass (maximum mass
<351 (maximum mass <351 <351
< 3,51
Yes
Type 1I Yes Yes —
P (test with both fuel
types)
Yes
Type III Yes (test only with Yes —
petrol)
Yes
Yes (test only with
Type IV (maximum mass petrol) — —
<351 (maximum mass
<351
Yes Yes
Yes (test only with Yes (maximum mass
Type V (maximum mass petrol) (maximum mass <351
<351 (maximum mass <351
<351
Yes
Yes (maximum mass
Type VI (maximum mass <351 — —
<3,51) (test only with
petrol)
Paragraph 7;
Extension Paragraph 7 Paragraph 7 Paragraph 7 M, and N, with a

reference mass
<2840kg

On-board diag-
nostics

Yes, in accordance
with para-
graph 11.1.5.1.1
or 11.1.5.3

Yes, in accordance
with para-
graph 11.1.5.1.2
or 11.1.5.3

Yes, in accordance
with para-
graph 11.1.5.1.2
or 11.1.5.3

Yes, in accordance
with para-
graph 11.1.5.2.1
or 11.1.5.2.2
or 11.1.5.2.3
or 11.1.5.3
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5.3.1.1.

5.3.1.2.

53.1.2.1.

5.3.1.2.1.1.

5.3.1.2.1.2.

5.3.1.2.2.

5.3.1.2.3.

5.3.1.2.4.

5.3.1.3.

5.3.1.4.

Description of tests

Type I test (Simulating the average exhaust emissions after a cold start).

Figure 1 illustrates the routes for Type I test. This test shall be carried out on all vehicles referred
to in paragraph 1, having a maximum mass not exceeding 3,5 tonnes.

The vehicle is placed on a chassis dynamometer equipped with a means of load and inertia
simulation.

A test lasting a total of 19 minutes and 40 seconds, made up of two parts, One and Two, is
performed without interruption. An unsampled period of not more than 20 seconds may, with
the agreement of the manufacturer, be introduced between the end of Part One and the beginning
of Part Two in order to facilitate adjustment of the test equipment.

Vehicles that are fuelled with LPG or NG shall be tested in the Type I test for variation in the
composition of LPG or NG, as set out in Annex 12. Vehicles that can be fuelled either with
petrol or LPG or NG shall be tested on both the fuels, tests on LPG or NG being performed for
variation in the composition of LPG or NG, as set out in Annex 12.

Notwithstanding the requirement of paragraph 5.3.1.2.1.1, vehicles that can be fuelled with
either petrol or a gaseous fuel, but where the petrol system is fitted for emergency purposes or
starting only and which the petrol tank cannot contain more than 15 litres of petrol will be
regarded for the test Type I as vehicles that can only run on a gaseous fuel.

Part One of the test is made up of four elementary urban cycles. Each elementary urban cycle
comprises fifteen phases (idling, acceleration, steady speed, deceleration, etc.).

Part Two of the test is made up of one extra-urban cycle. The extra-urban cycle comprises 13
phases (idling, acceleration, steady speed, deceleration, etc.).

During the test, the exhaust gases are diluted and a proportional sample collected in one or
more bags. The exhaust gases of the vehicle tested are diluted, sampled and analysed, following
the procedure described below, and the total volume of the diluted exhaust is measured. Not
only the carbon monoxide, hydrocarbon and nitrogen oxide emissions but also the particulate
pollutant emissions from vehicles equipped with compression-ignition engines are recorded.

The test is carried out using the procedure described in Annex 4. The methods used to collect
and analyse the gases and to remove and weigh the particulates shall be as prescribed.

Subject to the requirements of paragraph 5.3.1.5 the test shall be repeated three times. The results
are multiplied by the appropriate deterioration factors obtained from paragraph 5.3.6 and, in the
case of periodically regenerating systems as defined in paragraph 2.20, also must be multiplied
by the factors K; obtained from Annex 13. The resulting masses of gaseous emissions and, in the
case of vehicles equipped with compression-ignition engines, the mass of particulates obtained in
each test shall be less than the limits shown in the table below:
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Limit Values

Mass of Mass of hydrocar- | Mass of oxides of ioglbineg mass of MaS§ of
bon monoxide bons nitrogen ydrocarbons and | particu-

Reference mass | 4" o C Og oxides of nitrogen | lates (*)

(RW) (o) (HO) (NO) (HC + NO.) (PM)

(kg)
L, L L L,+L, L,

(g/km) (g/km) (gfkm) (g/km) (g/km)

Category Class Petrol | Diesel | Petrol | Diesel | Petrol | Diesel | Petrol | Diesel | Diesel

M (3 — All 2,3 0,64 | 0,20 — 0,15 | 0,50 — 0,56 | 0,05

I RW <1305 2,3 0,64 | 0,20 — 0,15 | 0,50 — 0,56 | 0,05

A(2000)
N o PO SRWE s oso (025 | — | 018 | 065 — | 072 | 007
<1760

111 1760 <RW | 5,22 0,95 | 0,29 — 0,21 | 0,78 — 0,86 | 0,10

M () — All 1,0 0,50 | 0,10 — 0,08 | 0,25 — 0,30 | 0,025

I RW <1305 1,0 0,50 | 0,10 — 0,08 | 0,25 — 0,30 | 0,025

B(2005) 1305 < RW
3 J— J—
N; () Il <1760 1,81 0,63 | 0,13 0,10 | 0,33 0,39 | 0,04
11 1760 <RW | 227 0,74 | 0,16 — 0,11 | 0,39 — 0,46 | 0,06

() For compression-ignition engines.
(?) Except vehicles the maximum mass of which exceeds 2 500 kg.
(%) And those category M vehicles which are specified in note 2.

5.3.1.4.1.

5.3.1.4.2.

5.3.1.5.

5.3.1.5.1.

5.3.1.5.2.

5.3.2.1.

5.3.2.1.1.

Notwithstanding the requirements of paragraph 5.3.1.4, for each pollutant or combination of
pollutants, one of the three resulting masses obtained may exceed, by not more than 10 per
cent, the limit prescribed, provided the arithmetical mean of the three results is below the pre-
scribed limit. Where the prescribed limits are exceeded for more than one pollutant, it is imma-
terial whether this occurs in the same test or in different tests.

When the tests are performed with gaseous fuels, the resulting mass of gaseous emissions shall
be less than the limits for petrol-engined vehicles in the above table.

The number of tests prescribed in paragraph 5.3.1.4 is reduced in the conditions hereinafter
defined, where V| is the result of the first test and V, the result of the second test for each pollutant
or for the combined emission of two pollutants subject to limitation.

Only one test is performed if the result obtained for each pollutant or for the combined emis-
sion of two pollutants subject to limitation, is less than or equal to 0,70 L (i.e. V; < 0,70 L).

If the requirement of paragraph 5.3.1.5.1 is not satisfied, only two tests are performed if, for
each pollutant or for the combined emission of two pollutants subject to limitation, the follow-
ing requirements are met:

V,<085LandV, +V,<1,70 Land V, < L

Type II test (Carbon monoxide emission test at idling speed)

This test is carried out on all vehicles powered by positive-ignition engines having maximum mass
exceeding 3,5 tonnes.

Vehicles that can be fuelled either with petrol or with LPG or NG shall be tested in the test
Type 1I on both fuels.
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Figure 1
Flow chart for Type I type approval
(see paragraph 5.3.1)

One test

yes
Vi1<0,70 L

no

yes

Vi1>1,10L

no

Two tests

Vi1 >0,85L

yes
and Vig <L

and Vi1 +Vj2 <1,70L

no

Vi2>1,10L

yes

or Vitz L

and Vipz L

no

Three tests

Vit< L

yes
and Vio< L

and Vi< L

no

yes

Viz>1,10L

no

yes

no

(Vi1 +Vig +Vjg)3< L yes

no

granted

granted

granted

granted
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5.3.2.1.2.

5.3.2.2

5.3.3.1.

5.3.3.1.1.

5.3.3.1.2.

5.3.3.2.

5.3.4.1.

5.3.4.1.1.

5.3.4.2.

5.3.5.1.

5.3.5.1.1.

5.3.5.1.2.

5.3.5.1.3.

Notwithstanding the requirement of paragraph 5.3.2.1.1, vehicles that can be fuelled with either
petrol or a gaseous fuel, but where the petrol system is fitted for emergency purposes or start-
ing only and which the petrol tank cannot contain more than 15 litres of petrol will be regarded
for the test Type II as vehicles that can only run on a gaseous fuel.

When tested in accordance with Annex 5, the carbon monoxide content by volume of the
exhaust gases emitted with the engine idling shall not exceed 3,5 per cent at the setting speci-
fied by the manufacturer and shall not exceed 4,5 per cent within the range of adjustments
specified in that annex.

Type I1I test (verifying emissions of crankcase gases)

This test shall be carried out on all vehicles referred to in paragraph 1. except those having
compression-ignition engines.

Vehicles that can be fuelled either with petrol or with LPG or NG should be tested in the Type
III test on petrol only.

Notwithstanding the requirement of paragraph 5.3.3.1.1, vehicles that can be fuelled with either
petrol or a gaseous fuel, but where the petrol system is fitted for emergency purposes or start-
ing only and which the petrol tank cannot contain more than 15 litres of petrol will be regarded
for the test Type III as vehicles that can only run on a gaseous fuel.

When tested in accordance with Annex 6, the engine’s crankcase ventilation system shall not
permit the emission of any of the crankcase gases into the atmosphere.

Type IV test (Determination of evaporative emissions)

This test shall be carried out on all vehicles referred to in paragraph 1. except those vehicles having
a compression-ignition engine, vehicles fuelled with LPG or NG and those vehicles with a
maximum mass greater than 3 500 kg.

Vehicles that can be fuelled either with petrol or with LPG or with NG should be tested in the
Type IV test on petrol only.

When tested in accordance with Annex 7, evaporative emissions shall be less than 2 g/test.

Type VI test (Verifying the average low ambient temperature carbon monoxide and hydrocarbon exhaust
emissions after a cold start)

This test shall be carried out on all M; and N; Class I vehicles equipped with a positive-ignition
engine, except vehicles designed to carry more than six occupants and vehicles whose maximum
mass exceeds 2 500 kg.

The vehicle is placed on a chassis dynamometer equipped with a means of load an inertia
simulation.

The test consists of the four elementary urban driving cycles of Part One of the Type I test. The
Part One test is described in Annex 4, Appendix 1 and illustrated in figures 1/1, 1/2 and 1/3 of
the Appendix. The low ambient temperature test lasting a total of 780 seconds shall be carried
out without interruption and start at engine cranking.

The low ambient temperature test shall be carried out at an ambient test temperature of 266 K
(= 7 °C). Before the test is carried out, the test vehicles shall be conditioned in a uniform man-
ner to ensure that the test results may be reproducible. The conditioning and other test proce-
dures are carried out as described in Annex 8.
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5.3.5.1.4.

5.3.5.2.

5.3.5.2.1.

5.3.5.2.2.

5.3.5.3.

5.3.5.3.1.

5.3.5.3.2.

5.3.6.1.

5.3.6.1.1.

5.3.6.2.

During the test, the exhaust gases are diluted and a proportional sample collected. The exhaust
gases of the vehicle tested are diluted, sampled and analysed, following the procedure described
in Annex 8, and the total volume of the diluted exhaust is measured. The diluted exhaust gases
are analysed for carbon monoxide and hydrocarbons.

Subject to the requirements in paragraphs 5.3.5.2.2 and 5.3.5.3 the test shall be performed three
times. The resulting mass of carbon monoxide and hydrocarbon emission shall be less than the
limits shown in the table below:

Carbon monoxide L, Hydrocarbons L,

(g/km) (g/km)
266K (-7 °C) 15 1.8

Test temperature

Notwithstanding the requirements of paragraph 5.3.5.2, for each pollutant, not more than one
of the three results obtained may exceed the limit prescribed by not more than 10 per cent,
provided the arithmetical mean value of the three results is below the prescribed limit. Where
the prescribed limits are exceeded for more than one pollutant, it is immaterial whether this
occurs in the same test or in different tests.

The number of tests prescribed in paragraph 5.3.5.2 may, at the request of the manufacturer,
be increased to 10 if the arithmetical mean of the first three results is lower than 110 per cent
of the limit. In this case, the requirement after testing is only that the arithmetical mean of all
10 results shall be less than the limit value.

The number of tests prescribed in paragraph 5.3.5.2 may be reduced according to
paragraphs 5.3.5.3.1 and 5.3.5.3.2.

Only one test is performed if the result obtained for each pollutant of the first test is less than
or equal to 0,70 L.

If the requirement of paragraph 5.3.5.3.1. is not satisfied, only two tests are performed if for
each pollutant the result of the first test is less than or equal to 0,85 L and the sum of the first
two results is less than or equal to 1,70 L and the result of the second test is less than or equal
to L.

(V;<085LandV, +V,< 1,70 Land V, < L)
Type V test (Durability of anti-pollution devices)

This test shall be carried out on all vehicles referred to in paragraph 1 to which the test specified
in paragraph 5.3.1 applies. The test represents an ageing test of 80 000 kilometres driven in
accordance with the programme described in Annex 9 on a test track, on the road or on a chassis
dynamometer.

Vehicles that can be fuelled either with petrol or with LPG or NG should be tested in the Type
V test on petrol only. In that case the deterioration factor found with unleaded petrol will also
be taken for LPG or NG.

Notwithstanding the requirement of paragraph 5.3.6.1, a manufacturer may choose to have the
deterioration factors from the following table used as an alternative to testing to
paragraph 5.3.6.1.

Engine Category Deterioration factors

Pollutant co HC NO, HC + NO, () Particulates
Positive-ignition Engine 1,2 1,2 1,2 — —
Compression-ignition 1,1 — 1 1 1,2
engine

(") For compression ignition engined vehicles.
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At the request of the manufacturer, the technical service may carry out the Type I test before
the Type V test has been completed using the deterioration factors in the table above. On
completion of the Type V test, the technical service may then amend the type approval results
recorded in Annex 2 by replacing the deterioration factors in the above table with those mea-
sured in the Type V test.

5.3.6.3. Deterioration factors are determined using either procedure in paragraph 5.3.6.1 or using the
values in the table in paragraph 5.3.6.2. The factors are used to establish compliance with the
requirements of paragraphs 5.3.1.4 and 8.2.3.1.

5.3.7. Emission data required for roadworthiness testing

5.3.7.1. This requirement applies to all vehicles powered by a positive-ignition engine for which type
approval is sought in accordance with this amendment.

5.3.7.2. When tested in accordance with Annex 5 (Type II test) at normal idling speed:
(a) the carbon monoxide content by volume of the exhaust gases emitted shall be recorded,
(b) the engine speed during the test shall be recorded, including any tolerances.

5.3.7.3. When tested at ‘high idle’ speed (i. e. > 2 000 min™")
(a) the carbon monoxide content by volume of the exhaust gases emitted shall be recorded,
(b) the Lambda value () shall be recorded,

(c) the engine speed during the test shall be recorded, including any tolerances.

5.3.7.4. The engine oil temperature at the time of the test shall be measured and recorded.
5.3.7.5. The table in item 17 to Annex 2 shall be completed.
5.3.7.6. The manufacturer shall confirm the accuracy of the Lambda value recorded at the time of type

approval in paragraph 5.3.7.3 as being representative of typical production vehicles within
24 months of the date of the granting of type approval by the competent authority. An assess-
ment shall be made based on surveys and studies of production vehicles.

(") The Lambda value shall be calculated using the simplified Brettschneider equation as follows:

co <l 0+ (R, 30 O (co,+[co
t—to )+ [ — +
3,5+ ——
A= [COZI
HCV OCV
L+ ===~ | (CO,j*[CO+ K, - HC)
where:
[1] = Concentration in per cent volume
K, = Conversion factor for NDIR measurement to FID measurement (provided by manufacturer of measuring
equipment)
H, = Atomic ratio of hydrogen to carbon
— for petrol 1,73
— for LPG 2,53
— for NG 4,0
Os = Atomic ratio of oxygen to carbon
— for petrol 0,02
— for LPG 0,0

— for NG 0,0



L 70/186

Official Journal of the European Union

9.3.2007

6.1.

6.1.1.

6.2.

6.3.
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7.1.1.

7.1.1.1.

7.1.1.2.

7.1.2.1.

OBD — test

This test shall be carried out on all vehicles referred to in paragraph 1. The test procedure
described in Annex 11, paragraph 3. shall be followed.

MODIFICATIONS OF THE VEHICLE TYPE

Every modification of the vehicle type shall be notified to the administrative department that
approved the vehicle type. The department may then either:

consider that the modifications made are unlikely to have an appreciable adverse effect and that
in any case the vehicle still complies with the requirement; or

require a further test report from the technical service responsible for conducting the tests.

Confirmation or refusal of approval, specifying the alterations, shall be communicated by the
procedure specified in paragraph 4.3 above to the Parties to the Agreement which apply this
Regulation.

The competent authority issuing the extension of approval shall assign a series number to the
extension and inform thereof the other Parties to the 1958 Agreement applying this Regulation
by means of a communication form conforming to the model in Annex 2 to this Regulation.

EXTENSION OF APPROVAL

In the case of modifications of the type approval pursuant to this Regulation, the following
special provisions shall apply, if applicable.

Exhaust emission related extensions (Type I, Type Il and Type VI tests)
Vehicle types of different reference masses

Approval granted to a vehicle type may be extended only to vehicle types of a reference mass
requiring the use of the next two higher equivalent inertia categories or any lower equivalent
inertia category.

In the case of vehicles of category N; and vehicles of category M referred to in note 2 of para-
graph 5.3.1.4, if the reference mass of the vehicle type for which extension of the approval is
requested requires the use of equivalent inertia lower than that used for the vehicle type already
approved, extension of the approval is granted if the masses of the pollutants obtained from
the vehicle already approved are within the limits prescribed for the vehicle for which extension
of the approval is requested.

Vehicle types with different overall gear ratios

Approval granted to a vehicle type may under the following conditions be extended to vehicle
types which differ from the type approved only in respect of their transmission ratios:

For each of the transmission ratios used in the Type I and Type VI test, it is necessary to deter-
mine the proportion,

_|V2_V1|
E_—

Vi
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7.2.1.3.
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7.2.2.

where, at an engine speed of 1 000 min™', V, is the speed of the vehicle type approved and V,
is the speed of the vehicle type for which extension of the approval is requested.

If, for each gear ratio, E < 8 per cent, the extension is granted without repeating the Type I and
Type VI tests.

If, for at least one gear ratio, E > 8 per cent and if for each gear ratio E 13 per cent the Type
I and Type VI test shall be repeated, but may be performed in a laboratory chosen by the manu-
facturer subject to the approval of the technical service. The report of the tests shall be sent to
the technical service responsible for the type approval tests.

Vehicle types of different reference masses and different overall transmission ratios

Approval granted to a vehicle type may be extended to vehicle types differing from the approved
type only in respect of their reference mass and their overall transmission ratios, provided that
all the conditions prescribed in paragraphs 7.1.1 and 7.1.2 are fulfilled.

Note: When a vehicle type has been approved in accordance with paragraphs 7.1.1 to 7.1.3,
such approval may not be extended to other vehicle types.

Evaporative emissions (Type IV test)

Approval granted to a vehicle type equipped with a control system for evaporative emissions may
be extended under the following conditions:

The basic principle of fuel/air metering (e.g. single point injection, carburetor) shall be the same.

The shape of the fuel tank and the material of the fuel tank and liquid fuel hoses shall be iden-
tical. The worst-case family with regard to the cross-paragraph and approximate hose length
shall be tested. Whether non-identical vapour/liquid separators are acceptable is decided by the
technical service responsible for the type approval tests. The fuel tank volume shall be within a
range of + 10 per cent. The setting of the tank relief valve shall be identical.

The method of storage of the fuel vapour shall be identical, i.e. trap form and volume, storage
medium, air cleaner (if used for evaporative emission control), etc.

The carburetor bowl fuel volume shall be within a + 10 millilitre range.

The method of purging of the stored vapour shall be identical (e.g. air flow, start point or purge
volume over driving cycle).

The method of sealing and venting of the fuel metering system shall be identical.
Further notes:

(i) different engine sizes are allowed;

(ii) different engine powers are allowed;

(ili) automatic and manual gearboxes, two and four wheel transmissions are allowed;
(iv) different body styles are allowed:

(v) different wheel and tyre sizes are allowed.
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Durability of anti-pollution devices (Type V test)

Approval granted to a vehicle type may be extended to different vehicle types, provided that the
engine/pollution control system combination is identical to that of the vehicle already approved.
To this end, those vehicle types whose parameters described below are identical or remain within
the limit values prescribed are considered to belong to the same engine/pollution control system
combination.

— Engine:

— number of cylinders,

— engine capacity (+ 15 per cent),

— configuration of the cylinder block,

— number of valves,

— fuel system,

— type of cooling system,

— combustion process,

— cylinder bore centre to centre dimensions.
Pollution control system:

Catalytic converters:

— number of catalytic converters and elements,

— size and shape of catalytic converters (volume of monolith + 10 per cent),
— type of catalytic activity (oxidising, three-way, ...),
— precious metal load (identical or higher),

— precious metal ratio (+ 15 per cent),

— substrate (structure and material),

— cell density,

— type of casing for the catalytic converter(s),

— location of catalytic converters (position and dimension in the exhaust system, that does
not produce a temperature variation of more than 50 K at the inlet of the catalytic
converter).

This temperature variation shall be checked under stabilised conditions at a speed of 120 km/h
and the load setting of Type I test.

Air injection: with or without type (pulsair, air pumps, ...).
Exhaust gas recirculation (EGR): with or without.
Inertia category: the two inertia categories immediately above and any inertia category below.

The durability test may be achieved by using a vehicle, the body style, gear box (automatic
or manual) and size of the wheels or tyres of which are different from those of the vehicle type
for which the type approval is sought.
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On-board diagnostics

Approval granted to a vehicle type with respect to the OBD system may be extended to differ-
ent vehicle types belonging to the same vehicle-OBD family as described in Annex 11, Appen-
dix 2. The engine emission control system shall be identical to that of the vehicle already
approved and comply with the description of the OBD engine family given in Annex 11, Appen-
dix 2, regardless of the following vehicle characteristics:

— engine accessories,
— tyres,

— equivalent inertia,
— cooling system,
— overall gear ratio,
— transmission type,

— type of bodywork.

CONFORMITY OF PRODUCTION (COP)

Every vehicle bearing an approval mark as prescribed under this Regulation shall conform, with
regard to components affecting the emission of gaseous and particulate pollutants by the engine,
emissions from the crankcase and evaporative emissions, to the vehicle type approved. The con-
formity of production procedures shall comply with those set out in the 1958 Agreement,
Appendix 2 (E[ECE[324-E/ECE/TRANS/505/Rev.2), with the following requirements.

As a general rule, conformity of production with regard to limitation of emissions from the vehicle
(test Types I, II, Il and IV) is checked based on the description given in the communication form
and its annexes.

Conformity of in-service vehicles

With reference to type approvals granted for emissions, these measures shall also be appropri-
ate for confirming the functionality of the emission control devices during the normal useful
life of the vehicles under normal conditions of use (conformity of in-service vehicles properly
maintained and used). For the purpose of this Regulation these measures shall be checked for a
period of up to 5 years of age or 80 000 km, whichever is the sooner, and from 1 January 2005,
for a period of up to five years of age or 100 000 km, whichever is the sooner.

Audit of in-service conformity by the administrative department is conducted on the basis of any
relevant information that the manufacturer has, under procedures similar to those defined in
Appendix 2 of the 1958 Agreement (E/ECE/324-E/ECE/TRANS/505/Rev.2).

Figures 41 and 4/2, in Appendix 4, illustrate the procedure for in-service conformity checking.
Parameters defining the in-service family

The in-service family may be defined by basic design parameters which must be common to
vehicles within the family. Accordingly, those vehicle types which have in common, or within
the stated tolerances, at least the parameters described below, can be considered as belonging to
the same in-service family:
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— combustion process (2-stroke, 4-stroke, rotary);
— number of cylinders;

— configuration of the cylinder block (in-line, V, radial, horizontally opposed, other). The incli-
nation or orientation of the cylinders is not a criteria;

— method of engine fuelling (e.g. indirect or direct injection);
— type of cooling system (air, water, oil);
— method of aspiration (naturally aspirated, pressure charged);

— fuel for which the engine is designed (petrol, diesel, NG, LPG, etc). Bi-fuelled vehicles may
be grouped with dedicated fuel vehicles providing one of the fuels is common;

— type of catalytic converter (three-way catalyst or other(s));

— type of particulate trap (with or without);

— exhaust gas recirculation (with or without);

— engine cylinder capacity of the largest engine within the family minus 30 per cent.

An audit of in-service conformity will be conducted by the administrative department on the basis
of information supplied by the manufacturer. Such information must include, but is not limited
to, the following:

The name and address of the manufacturer.

The name, address, telephone and fax numbers and e-mail address of his authorised representa-
tive within the areas covered by the manufacturer’s information.

The model name(s) of the vehicles included in the manufacturer’s information.

Where appropriate, the list of vehicle types covered within the manufacturer’s information, i.e.
the in-service family group in accordance with paragraph 8.2.1.1.

The vehicle identification number (VIN) codes applicable to these vehicle types within the
in-service family (VIN prefix).

The numbers of the type approvals applicable to these vehicle types within the in-service fam-
ily, including, where applicable, the numbers of all extensions and field fixes/recalls (re-works).

Details of extensions, field fixes|recalls to those type approvals for the vehicles covered within
the manufacturer’s information (if requested by the administrative department).

The period of time over which the manufacturer’s information was collected.

The vehicle build period covered within the manufacturer’s information (e.g. 'vehicles manufac-
tured during the 2001 calendar year’).

The manufacturer’s in-service conformity checking procedure, including:
Vehicle location method;

Vehicle selection and rejection criteria;
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Test types and procedures used for the programme;

The manufacturer’s acceptance/rejection criteria for the in-service family group;
Geographical area(s) within which the manufacturer has collected information;
Sample size and sampling plan used.

The results from the manufacturer’s in-service conformity procedure, including:
Identification of the vehicles included in the programme (whether tested or not).
The identification will include:

— model name;

— vehicle identification number (VIN);

— vehicle registration number;

— date of manufacture;

— region of use (where known);

— tyres fitted.

The reason(s) for rejecting a vehicle from the sample.

Service history for each vehicle in the sample (including any re-works).

Repair history for each vehicle in the sample (where known).

Test data, including:

— date of test;

— location of test;

— distance indicated on vehicle odometer;

— test fuel specifications (e.g. test reference fuel or market fuel);

— test conditions (temperature, humidity, dynamometer inertia weight);

— dynamometer settings (e.g. power setting);

— test results (from at least three different vehicles per family).

Records of indication from the OBD system.

The information gathered by the manufacturer must be sufficiently comprehensive to ensure
that in-service performance can be assessed for normal conditions of use as defined in para-
graph 8.2 and in a way representative of the manufacturer’s geographic penetration.

For the purpose of this Regulation, the manufacturer shall not be obliged to carry out an audit
of in-service conformity for a vehicle type if he can demonstrate to the satisfaction of the type-
approval authority that the annual worldwide sales of that vehicle type are less than 10 000 per
annum.
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In the case of vehicles to be sold within the European Union, the manufacturer shall not be
obliged to carry out an audit in-service conformity for a vehicle type if he can demonstrate to
the satisfaction of the type-approval authority that the annual sales of that vehicle type is less
than 5 000 per annum within the European Union.

If a Type I test is to be carried out and a vehicle type approval has one or several extensions, the
tests will be carried out either on the vehicle described in the initial information package or on
the vehicle described in the information package relating to the relevant extension.

Checking the conformity of the vehicle for a Type I test.

After selection by the authority, the manufacturer shall not undertake any adjustment to the
vehicles selected.

For hybrid electric vehicles (HEV), the tests shall be carried out under the conditions determined
in Annex 14:

— For OVC vehicles, the measurements of emissions of pollutants shall be carried out with
the vehicle conditioned according to condition B of the Type I test for OVC hybrid vehicles.

— For NOVC vehicles, the measurements of emissions of pollutants shall be carried out under
the same conditions as in the Type I test for NOVC vehicles.

Three vehicles are selected at random in the series and are tested as described in paragraph 5.3.1.
The deterioration factors are used in the same way. The limit values are given in paragraph 5.3.1.4.

In the case of periodically regenerating systems as defined in paragraph 2.20, the results shall
be multiplied by the factors K; obtained by the procedure specified in Annex 13 at the time
when type approval was granted.

At the request of the manufacturer, testing may be carried out immediately after a regeneration
has been completed.

If the authority is satisfied with the production standard deviation given by the manufacturer in
accordance with paragraph 8.2.1 above, the tests are carried out according to Appendix 1.

If the authority is not satisfied with the production standard deviation given by the manufac-
turer in accordance with paragraph 8.2.1 above, the tests are carried out according to
Appendix 2.

The production of a series is deemed to conform or not to conform on the basis of a sampling
test of the vehicles once a pass decision is reached for all the pollutants or a fail decision is
reached for one pollutant, according to the test criteria applied in the appropriate Appendix.

When a pass decision has been reached for one pollutant, that decision will not be changed by
any additional tests carried out to reach a decision for the other pollutants.

If no pass decision is reached for all the pollutants and no fail decision is reached for one pol-
lutant, a test is carried out on another vehicle (see Figure 2 below).

Notwithstanding the requirements of paragraph 3.1.1 of Annex 4, the tests will be carried out on
vehicles coming straight off the production line.

However, at the request of the manufacturer, the tests may be carried out on vehicles which
have completed:
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— a maximum of 3 000 km for vehicles equipped with a positive-ignition engine,
— a maximum of 15 000 km for vehicles equipped with a compression-ignition engine.

In both these cases, the running-in procedure will be conducted by the manufacturer, who shall
undertake not to make any adjustments to these vehicles.

Figure 2

Test of
three vehicles

'

- Computatiqn pf the
test statistics

'

According to the appropriate Appendix does the test| YES Seri
statistics agree with the criteria for failing the series ——#»1 'entesd
for at least one pollutant? rejecie

T

NO According to the appropriate Appendix does the

test statistics agree with the criteria for passing
the series for at least one pollutant?

¢ YES

A pass decision is reached for
one or more pollutants

'

A pass decision is reached YES Series
for all the pollutants? accepted

’* NO

8.2.3.2.2.

Test of an additional vehicle

If the manufacturer wishes to run-in the vehicles, (X* km, where x < 3 000 km for vehicles
equipped with a positive-ignition engine and x < 15 000 km for vehicles equipped with a
compression-ignition engine), the procedure will be as follows:

(a) the pollutant emissions (Type I) will be measured at zero and at ‘X’ km on the first tested
vehicle,

(b) the evolution coefficient of the emissions between zero and ‘x’ km will be calculated for
each of the pollutants:

Emissions X’ km/Emissions zero km

This may be less than 1,
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(c) the other vehicles will not be run-in, but their zero km emissions will be multiplied by the
evolution coefficient.

In this case, the values to be taken will be:
(i) the values at 'x’ km for the first vehicle,
(ii) the values at zero km multiplied by the evolution coefficient for the other vehicles.

All these tests may be conducted with commercial fuel. However, at the manufacturer’s request,
the reference fuels described in Annex 10 may be used.

(i) If a Type III test is to be carried out, it shall be conducted on all vehicles selected for the
Type I COP test. The conditions laid down in paragraph 5.3.3.2 shall be complied with. For
hybrid electric vehicles (HEV), the tests shall be carried out under the conditions deter-
mined in Annex 14, paragraph 5.

(ii) If a Type IV test is to be carried out, it shall be conducted in accordance with paragraph 7
of Annex 7.

When tested in accordance with Annex 7, the average evaporative emissions for all production
vehicles of the type approved shall be less than the limit value in paragraph 5.3.4.2.

For routine end-of-production-line testing, the holder of the approval may demonstrate compli-
ance by sampling vehicles which meet the requirements in paragraph 7 of Annex 7.

On-board diagnostics (OBD)

If a verification of the performance of the OBD system is to be carried out, it shall be con-
ducted in accordance with the following:

When the approval authority determines that the quality of production seems unsatisfactory a
vehicle is randomly taken from the series and subjected to the tests described in Annex 11,
Appendix 1.

For hybrid electric vehicles (HEV), the tests shall be carried out under the conditions determined
in Annex 14, paragraph 9.

The production is deemed to conform if this vehicle meets the requirements of the tests described
in Annex 11, Appendix 1.

If the vehicle taken from the series does not satisfy the requirements of paragraph 8.2.6.1, a
further random sample of four vehicles shall be taken from the series and subjected to the tests
described in Annex 11, Appendix 1. The tests may be carried out on vehicles which have been
run in for no more than 15 000 km.

The production is deemed to conform if at least 3 vehicles meet the requirements of the tests
described in Annex 11, Appendix 1.

On the basis of the audit referred to in paragraph 8.2.1, the administrative department must either:

— decide that the in-service conformity of a vehicle type or a vehicle in-service family is sat-
isfactory and not take any further action;

— decide that the data provided by the manufacturer is insufficient to reach a decision and
request additional information or test data from the manufacturer,

or
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— decide that the in-service conformity of a vehicle type, or vehicle type(s) that isfare part of
an in-service family, is unsatisfactory and proceed to have such vehicle type(s) tested in
accordance with Appendix 3.

In the case that the manufacturer has been permitted to not carry out an audit for a particular
vehicle type in accordance with paragraph 8.2.2, the administrative department may proceed to
have such vehicle types tested in accordance with Appendix 3.

Where Type I tests are considered necessary to check the conformity of emission control devices
with the requirements for their performance while in service, such tests shall be carried out
using a test procedure meeting the statistical criteria defined in Appendix 4.

The type approval authority, in co-operation with the manufacturer, shall select a sample of
vehicles with sufficient mileage whose use under normal conditions can be reasonably assured.
The manufacturer shall be consulted on the choice of the vehicles in the sample and be allowed
to attend the confirmatory checks of the vehicles.

The manufacturer is authorised, under the supervision of the type approval authority, to carry out
checks, even of a destructive nature, on those vehicles with emission levels in excess of the limit
values with a view to establishing possible causes of deterioration which cannot be attributed to
the manufacturer himself (e.g. use of leaded petrol before the test date). Where the results of the
checks confirm such causes, those test results are excluded from the conformity check.

The test results shall also be excluded from the conformity check of vehicles within the sample:

(i) that been issued an approval certificate indicating compliance with the emission limits of
category A in paragraph 5.3.1.4 of the 05 series of amendments to Regulation provided
that those vehicles have been regularly operated on fuel having a sulphur level exceeding
150 mg/kg (petrol fuel) or 350 mg/kg (diesel fuel),

or

(ii) that have been issued with an approval certificate indicating compliance with the emission
limits of category B in paragraph 5.3.1.4 of the 05 series of amendments to Regulation
provided that those vehicles have been regularly operated on petrol or diesel fuel having a
sulphur level exceeding 50 mg/kg.

Where the type approval authority is not satisfied with the results of the tests in accordance
with the criteria defined in Appendix 4, the remedial measures referred to in Appendix 2 of the
1958 Agreement (E/ECE[324-E/ECE/TRANS/505/Rev.2) are extended to vehicles in service
belonging to the same vehicle type which are likely to be affected with the same defects in accor-
dance with paragraph 6. of Appendix 3.

The plan of remedial measures presented by the manufacturer shall be approved by the type
approval authority. The manufacturer is responsible for the execution of the remedial plan as

approved.

The type approval authority shall notify its decision to all Parties to the Agreement within 30
days. The Parties to the Agreement may require the same plan of remedial measures be applied
to all vehicles of the same type registered in their territory.

If a Party to the Agreement has established that a vehicle type does not conform to the appli-
cable requirements of Appendix 3, it shall notify without delay the Party to the Agreement
which granted the original type approval in accordance with the requirements of the Agreement.
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Then, subject to the provision of the Agreement, the competent authority of the Party to the
Agreement which granted the original type approval shall inform the manufacturer that a vehicle
type fails to satisfy the requirements of these provisions and that certain measures are expected
of the manufacturer. The manufacturer shall submit to the authority, within two months after
this notification, a plan of measures to overcome the defects, the substance of which should
correspond to the requirements of paragraphs 6.1 to 6.8 of Appendix 3. The competent author-
ity which granted the original type approval shall, within two months, consult the manufac-
turer in order to secure agreement on a plan of measures and on carrying out the plan. If the
competent authority which granted the original type approval establishes that no agreement
can be reached, the relevant procedures to the Agreement shall be initiated.

PENALTIES FOR NON-CONFORMITY OF PRODUCTION

The approval granted in respect of a vehicle type pursuant to this amendment, may be with-
drawn if the requirements laid down in paragraph 8.1 above are not complied with or if the
vehicle or vehicles taken fail to pass the tests prescribed in paragraph 8.2 above.

If a Party to the Agreement which applies this Regulation withdraws an approval it has previ-
ously granted, it shall forthwith so notify the other Contracting Parties applying this Regula-
tion, by means of a communication form conforming to the model in Annex 2 to this
Regulation.

PRODUCTION DEFINITELY DISCONTINUED

If the holder of the approval completely ceases to manufacture a type of vehicle approved in
accordance with this Regulation, he shall so inform the authority which granted the approval.
Upon receiving the relevant communication, that authority shall inform thereof the other Par-
ties to the 1958 Agreement applying this Regulation by means of copies of the communication
form conforming to the model in Annex 2 to this Regulation.

TRANSITIONAL PROVISIONS

General

As from the official date of entry into force of the 05 series of amendments, no Contracting
Party applying this Regulation shall refuse to grant approval under this Regulation as amended
by the 05 series of amendments.

New type approvals

Subject to the provisions of paragraphs 11.1.4, 11.1.5 and 11.1.6, Contracting Parties applying
this Regulation shall grant approvals only if the vehicle type to be approved meets the require-
ments of this Regulation as amended by the 05 series of amendments.

For vehicles of category M or vehicles of category N; these requirements shall apply from the
date of entry into force of the 05 series of amendments.

Vehicles shall satisfy the limits for the Type I test detailed in either Row A or Row B of the table
in paragraph 5.3.1.4 of this Regulation.

Subject to the provisions of paragraphs 11.1.4, 11.1.5, 11.1.6 and 11.1.7, Contracting Parties
applying this Regulation shall grant approvals only if the vehicle type to be approved meets the
requirements of this Regulation as amended by the 05 series of amendments.
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For vehicles of category M having a maximum mass less than or equal to 2 500 kg or vehicles
of category N, (Class ) these requirements shall apply from 1 January 2005.

For vehicles of category M having a maximum mass greater than 2 500 kg or vehicles of cat-
egory N, (Classes II or III) these requirements shall apply from 1 January 2006.

Vehicles shall satisfy the limits for the Type I test detailed in Row B of the table in para-
graph 5.3.1.4 of this Regulation.

Limit of validity of existing type approvals

Subject to the provisions of paragraphs 11.1.4, 11.1.5 and 11.1.6, approvals granted to this
Regulation, as amended by the 04 series of amendments, shall cease to be valid from the date
of entry into force of the 05 series of amendments for vehicles of category M having a maxi-
mum mass less than or equal to 2 500 kg or vehicles of category N; (Class I) and on 1 Janu-
ary 2002 for vehicles of category M having a maximum mass greater than 2 500 kg or vehicles
of category N, (Classes II or III), unless the Contracting Party which granted the approval noti-
fies the other Contracting Parties applying this Regulation that the vehicle type approved meets
the requirements of this Regulation as required by paragraph 11.1.2.1 above.

Subject to the provisions of paragraphs 11.1.4, 11.1.5, 11.1.6 and 11.1.7, approvals granted to
this Regulation, as amended by the 05 series of amendments and to the limit values of Row A
of the table in paragraph 5.3.1.4 of this Regulation, shall cease to be valid on 1 January 2006
for vehicles of category M having a maximum mass less than or equal to 2 500 kg or vehicles
of category N, (Class I) and on 1 January 2007 for vehicles of category M having a maximum
mass greater than 2 500 kg or vehicles of category N; (Classes I or III), unless the Contracting
Party which granted the approval notifies the other Contracting Parties applying this Regulation
that the vehicle type approved meets the requirements of this Regulation as required by para-
graph 11.1.2.2 above.

Special provisions

Until 1 January 2003, vehicles of category M, fitted with compression-ignition engines and
having a maximum mass greater than 2 000 kg, which:

(i) are designed to carry more than six occupants (including the driver),
or

(ii) are off-road vehicles as defined in Annex 7 of the Consolidated Resolution on the Construc-
tion of Vehicles (R.E.3) (%)

shall be considered, for the purposes of paragraphs 11.1.3.1 and 11.1.3.2 as vehicles in cat-
egory N;.

In the case of vehicles equipped with direct-injection compression-ignition engines and designed
to carry more than six occupants (including the driver), approvals granted in accordance with
the provision of paragraph 5.3.1.4.1 of this Regulation, as amended by the 04 series of amend-
ments, shall continue to be valid until 1 January 2002.

Type approval and conformity of production verification provisions, as specified in this Regu-
lation as amended by the 04 series of amendments, remain applicable until the dates referred to
in paragraphs 11.1.2.1 and 11.1.3.1.

As from 1 January 2002, the Type VI test defined in Annex 8 is applicable to new types of
vehicle of category M; and of category N; Class 1 and which are equipped with a positive-
ignition engine. This requirement shall not apply to such vehicles equipped to carry more than
six occupants (including the driver) or to vehicles whose maximum mass exceeds 2 500 kg.

(") Document TRANS/WP.29/78/REV.1/Amend.2.
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11.1.5. On-board diagnostic (OBD) system
11.1.5.1. Vehicles equipped with positive ignition engines

11.1.5.1.1.  Vehicles of category M; and N, fuelled with petrol shall be equipped with on-board diagnostic
systems, as specified in paragraph 3.1 to Annex 11 of this Regulation, on the dates shown in
paragraph 11.1.2.

11.1.5.1.2.  Vebhicles of category M,, other than vehicles whose maximum mass exceeds 2 500 kg, and N,
class I, running permanently or part-time on either LPG or NG fuel shall be equipped with
on-board diagnostic system from 1 October 2004 for new types and from 1 July 2005 for all

types.

Vehicles of category M; whose maximum mass exceeds 2 500 kg and N, classes IT and III, run-
ning permanently or part-time on either LPG or NG fuel shall be equipped with on-board diag-
nostic system from 1 January 2006 for new types and from 1 January 2007 for all types.

11.1.5.2. Vehicles equipped with compression-ignition engines

11.1.5.2.1.  Vehicles of category M, other than vehicles designed to carry more than six occupants (includ-
ing the driver) or vehicles whose maximum mass exceeds 2 500 kg, shall be equipped with
on-board diagnostic system from 1 October 2004 for new types and from 1 July 2005 for all

types.

11.1.5.2.2.  Vehicles of category M; not covered by paragraph 11.1.5.2.1, except vehicles whose maximum
mass exceeds 2 500 kg, and vehicles of category N; class I, shall be equipped with on-board
diagnostic system from 1 January 2005 for new types and from 1 January 2006 for all types.

11.1.5.2.3.  Vehicles of category N, classes II and III, and vehicles of category M; whose maximum mass
exceeds 2 500 kg, shall be equipped with on-board diagnostic system from 1 January 2006 for
new types and from 1 January 2007 for all vehicles.

11.1.5.2.4.  Where compression-ignition engined vehicles entering into service prior to the dates given in
the paragraphs above are fitted with on-board diagnostic systems the provisions of para-
graphs 6.5.3 to 6.5.3.6 of Annex 11, Appendix 1, are applicable.

11.1.5.3. Hybrid electric vehicles (HEV) shall comply with the requirements for on-board diagnostic systems
as follows:

11.1.5.3.1.  Hybrid electric vehicles (HEV) equipped with positive-ignition engines, hybrid electric vehicles
(HEV) of category M; equipped with compression-ignition engines and whose maximum mass
does not exceed 2 500 kg, and hybrid electric vehicles (HEV) of category N; (Class I) equipped
with compression ignition engines, from 1 January 2005 for new types and from 1 Janu-
ary 2006 for all types.

11.1.5.3.2.  Hybrid electric vehicles (HEV) of category N, (Classes II and III), equipped with compression-
ignition engines, and hybrid electric vehicles (HEV) of category M; equipped with compression-
ignition engines and whose maximum mass exceeds 2 500 kg, from 1 January 2006 for new
types and from 1 January 2007 for all types.

11.1.5.4.  Vehicles of other categories or vehicles of category M; or N; not cover by the above may be
equipped with an on-board diagnostic system. In this case, they shall comply with the OBD
provisions laid down in paragraphs 6.5.3 to 6.5.3.6 of Annex 11, Appendix 1.

11.1.6. Approvals to the Regulation as amended by the 04 series of amendments
11.1.6.1. By exception to the requirements of paragraphs 11.1.2 and 11.1.3 Contracting Parties may con-
tinue to approve vehicles and may continue to recognise the validity of existing approvals that

indicate compliance with:

(i) the requirements of paragraph 5.3.1.4.1 of the 04 series of amendments to this Regulation
provided that the vehicles are intended for export to, or for first use in, countries where the
use of unleaded petrol is not widely available,

and
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11.1.6.2.

11.1.7.

11.1.7.1.

11.1.7.2.

12.

(ii) the requirements of paragraph 5.3.1.4.2 of the 04 series of amendments to this Regulation
provided that the vehicles are intended for export to, or for first use in, countries where
unleaded petrol having a maximum sulphur level of 50 mg/kg or less is not widely available,

and

(ili) the requirements of paragraph 5.3.1.4.3 of the 04 series of amendments to this Regulation
provided that the vehicles are intended for export to, or for first use in, countries where
diesel fuel having a maximum sulphur level of 350 mg/kg or less is not widely available.

By way of derogation to the obligations of Contracting Parties to this Regulation, approvals
granted to this Regulation, as amended by the 04 series of amendments, shall cease to be valid
in the European Community from:

(i) 1 January 2001 for vehicles of category M having a maximum mass less than or equal
to 2 500 kg or vehicles of category N, (Class I),

and on

(ii) 1 January 2002 for vehicles of category M having a maximum mass greater than 2 500 kg
or vehicles of category N; (Classes II or III),

unless the Contracting Party which granted the approval notifies the other Contracting Parties
applying this Regulation that the vehicle type approved meets the requirements of this Regula-
tion as required by paragraph 11.1.2.1 above.

Approvals to Regulation as amended by 05 series of amendments

By exception to the requirements of paragraphs 11.1.2.2 and 11.1.3.2 Contracting Parties may
continue to approve vehicles and may continue to recognize the validity of approvals granted
to vehicles to the requirements of paragraph 5.3.1.4 (concerning category A emissions) of the
05 series of amendments to this Regulation provided that the vehicles are intended for export
to, or for first use in, countries where unleaded petrol or diesel fuels having maximum sulphur
levels of 50 mg/kg or less are not widely available.

By way of derogation to the obligations of Contracting Parties to this Regulation, approvals
granted indicating compliance with the emission limits of category A in paragraph 5.3.1.4 of
the 05 series of amendments to this Regulation, shall cease to be valid in the European Com-
munity from:

(i) 1 January 2006 for vehicles of category M having a maximum mass less than or equal
to 2 500 kg or vehicles of category N, (Class I),

and on

(i) 1 January 2007 for vehicles of category M having a maximum mass greater than 2 500 kg
or vehicles of category N; (Class II or III),

unless the Contracting Party which has granted the approval notifies other Contracting Parties
applying this Regulation that the vehicle type approved meets the requirements of this Regula-
tion as required by paragraph 11.1.2.2 above.

NAMES AND ADDRESSES OF TECHNICAL SERVICES RESPONSIBLE FOR CONDUCTING APPROVAL
TESTS, AND OF ADMINISTRATIVE DEPARTMENTS

The Parties to the 1958 Agreement which apply this Regulation shall communicate to the United
Nations Secretariat the names and addresses of the technical services responsible for conducting
approval tests and of the administrative departments which grant approval and to which forms
certifying approval or extension or refusal or withdrawal of approval, issued in other countries,
are to be sent.
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Appendix 1

PROCEDURE FOR VERIFYING THE CONFORMITY OF PRODUCTION REQUIREMENTS IF THE
PRODUCTION STANDARD DEVIATION GIVEN BY THE MANUFACTURER IS SATISFACTORY

This Appendix describes the procedure to be used to verify the production conformity for the Type 1
test when the manufacturer’s production standard deviation is satisfactory.

With a minimum sample size of 3, the sampling procedure is set so that the probability of a lot passing
a test with 40 per cent of the production defective is 0,95 (producer’s risk = 5 per cent) while the
probability of a lot being accepted with 65 per cent of the production defective is 0,1 (consumer’s risk
=10 per cent).

For each of the pollutants given in paragraph 5.3.1.4. of this Regulation, the following procedure is
used (see Figure 2 of this Regulation).

Taking:

— L = the natural logarithm of the limit value for the pollutant,
— x, = the natural logarithm of the measurement for the i-th vehicle of the sample,

— s = an estimate of the production standard deviation (after taking the natural logarithm of the
measurements),

— n = the current sample number.

Compute for the sample the test statistic quantifying the sum of the standard deviations from the limit and defined
as:

n

;Z (L=x)

i=1
Then:

If the test statistic is greater than the pass decision number for the sample size given in Table (1/1 below),
the pollutant is passed,

If the test statistic is less than the fail decision number for the sample size given in Table (1/1 below),
the pollutant is failed; otherwise, an additional vehicle is tested and the calculation reapplied to the
sample with a sample size one unit greater.

Table 1/1
Cumulative number of tested vehicles Pass decision threshold Fail decision threshold
(current sample size)
3 3,327 4724
4 3,261 ~ 4,79
5 3,195 43856
6 3,129 ~4922
7 3,063 4,988
8 2,997 5,054
9 2,931 ~512
10 2,865 5,185
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Cumulative number of tested vehicles

(current sample size)

Pass decision threshold

Fail decision threshold

11 2,799 -5,251
12 2,733 -5,317
13 2,667 -5,383
14 2,601 - 5,449
15 2,535 -5,515
16 2,469 -5,581
17 2,403 - 5,647
18 2,337 -5,713
19 2,271 -5,779
20 2,205 - 5,845
21 2,139 -5,911
22 2,073 -5,977
23 2,007 -6,043
24 1,941 -6,109
25 1,875 -6,175
26 1,809 - 6,241
27 1,743 -6,307
28 1,677 -6,373
29 1,611 - 6,439
30 1,545 -6,505
31 1,479 -6,571
32 -2,112 -2,112
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Appendix 2

PROCEDURE FOR VERIFYING THE CONFORMITY OF PRODUCTION REQUIREMENTS IF THE
PRODUCTION STANDARD DEVIATION GIVEN BY THE MANUFACTURER IS EITHER NOT
SATISFACTORY OR NOT AVAILABLE

. This Appendix describes the procedure to be used to verify the production conformity requirements for

the Type I test when the manufacturer’s evidence of production standard deviation is either not satisfac-
tory or not available.

. With a minimum sample size of 3, the sampling procedure is set so that the probability of a lot passing a

test with 40 per cent of the production defective is 0,95 (producer’s risk = 5 per cent) while the probabil-
ity of a lot being accepted with 65 per cent of the production defective is 0,1 (consumer’s risk = 10 per
cent).

. The measurements of the pollutants given in paragraph 5.3.1.4 of this Regulation are considered to be

log normally distributed and shall first be transformed by taking their natural logarithms. Let m, and m
denote the minimum and maximum sample sizes respectively (m, = 3 and m = 32) and let n denote the
current sample number.

. If the natural logarithms of the measurements in the series are x;, X, ..., x; and L is the natural logarithm

of the limit value for the pollutant, then define:

d;=x,-L
_ 1mn
dn=—2di
n
i=1
and
1= -2
2_— —
v nZ(di dn)

. Table 1/2 shows values of the pass (A,) and fail (B,) decision numbers against current sample num-

ber. The test statistic is the ratio d [V_and shall be used to determine whether the series has passed or
failed as follows:

Formy<n<m
d,

(i) Pass the series if \7 <A
d

(i) Fail the series if \TH >B

n

n

d
(ifiy Take another measurement if A < — < B
n V n

n

. Remarks

The following recursive formulae are useful for computing successive values of the test statistic:

- — 1
dn: 1__dnfl-*'_dn
n n
_ 2
1 d -d
Vi=\1-—|VL, +|— “]
n n-1

(n=2,3,...:d,=d;; V,=0)
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Table 1/2

Minimum sample size = 3

Sample size

Pass decision threshold

Fail decision threshold

(n) (An) (B,,)
3 -0,80381 16,64743
4 -0,76339 7,68627
5 -0,72982 4,67136
6 -0,69962 3,25573
7 -0,67129 2,45431
8 -0,64406 1,94369
9 -0,61750 1,59105
10 -0,59135 1,33295
11 -0,56542 1,13566
12 -0,53960 0,97970
13 -0,51379 0,85307
14 -0,48791 0,74801
15 -0,46191 0,65928
16 -0,43573 0,58321
17 -0,40933 0,51718
18 -0,38266 0,45922
19 -0,35570 0,40788
20 -0,32840 0,36203
21 -0,30072 0,32078
22 -0,27263 0,28343
23 -0,24410 0,24943
24 -0,21509 0,21831
25 -0,18557 0,18970
26 -0,15550 0,16328
27 -0,12483 0,13880
28 -0,09354 0,11603
29 -0,06159 0,09480
30 -0,02892 0,07493
31 0,00449 0,05629
32 0,03876 0,03876
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2.1.

2.2.

2.3.

2.4,

2.5.

2.6.

2.7.

2.8.

Appendix 3

IN-SERVICE CONFORMITY CHECK

INTRODUCTION

This Appendix sets out the criteria referred to in paragraph 8.2.7 of this Regulation regarding the
selection of vehicles for testing and the procedures for the in-service conformity control.

SELECTION CRITERIA

The criteria for acceptance of a selected vehicle are defined in paragraphs 2.1 to 2.8 of this Appen-
dix. Information is collected by vehicle examination and an interview with the owner/driver.

The vehicle shall belong to a vehicle type that is type approved under this Regulation and covered by
a certificate of conformity in accordance with the 1958 Agreement. It shall be registered and used in
a country of the Contracting Parties.

The vehicle shall have been in service for at least 15 000 km or 6 months, whichever is the later,
and for no more than 80 000 km or 5 years, whichever is the sooner.

There shall be a maintenance record to show that the vehicle has been properly maintained, e.g. has
been serviced in accordance with the manufacturer’s recommendations.

The vehicle shall exhibit no indications of abuse (e.g. racing, overloading, misfuelling, or other mis-
use), or other factors (e.g. tampering) that could affect emission performance. In the case of vehicles
fitted with an OBD system, the fault code and mileage information stored in the computer is taken
into account. A vehicle shall not be selected for testing if the information stored in the computer
shows that the vehicle has operated after a fault code was stored and a relatively prompt repair was
not carried out.

There shall have been no unauthorised major repair to the engine or major repair of the vehicle.

The lead content and sulphur content of a fuel sample from the vehicle tank shall meet applicable
standards and there shall be no evidence of misfuelling. Checks may be done in the exhaust, etc.

There shall be no indication of any problem that might jeopardise the safety of laboratory personnel.

All anti-pollution system components on the vehicle shall be in conformity with the applicable type
approval.

DIAGNOSIS AND MAINTENANCE

Diagnosis and any normal maintenance necessary shall be performed on vehicles accepted for test-
ing, prior to measuring exhaust emissions, in accordance with the procedure laid down in para-
graphs 3.1 to 3.7 below.
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3.1.

3.2.

3.3.

3.4.

3.5.

3.6.

3.7.

3.8.

3.8.1.

4.1.

4.2

4.3.

The following checks shall be carried out: checks on air filter, all drive belts, all fluid levels, radiator
cap, all vacuum hoses and electrical wiring related to the anti-pollution system for integrity; checks
on ignition, fuel metering and anti-pollution device components for maladjustments and/or tamper-
ing. All discrepancies shall be recorded.

The OBD system shall be checked for proper functioning. Any malfunction indications in the OBD
memory shall be recorded and the requisite repairs shall be carried out. If the OBD malfunction indi-
cator registers a malfunction during a preconditioning cycle, the fault may be identified and
repaired. The test may be re-run and the results of that repaired vehicle used.

The ignition system shall be checked and defective components replaced, for example spark plugs,
cables, etc.

The compression shall be checked. If the result is unsatisfactory the vehicle is rejected.

The engine parameters shall be checked to the manufacturer’s specifications and adjusted if necessary.

If the vehicle is within 800 km of a scheduled maintenance service, that service shall be performed
according to the manufacturer’s instructions. Regardless of odometer reading, the oil and air filter
may be changed at the request of the manufacturer.

Upon acceptance of the vehicle, the fuel shall be replaced with appropriate emission test reference
fuel, unless the manufacturer accepts the use of market fuel.

In the case of vehicles equipped with periodically regenerating systems as defined in paragraph 2.20,
it shall be established that the vehicle is not approaching a regeneration period. (The manufacturer must
be given the opportunity to confirm this.)

If this is the case, the vehicle must be driven until the end of the regeneration. If a regeneration
occurs during emissions measurement, then a further test must be carried out to ensure that regen-
eration has been completed. A complete new test shall then be performed, and the first and second
test results not taken into account.

As an alternative to paragraph 3.8.1, if the vehicle is approaching a regeneration the manufacturer
may request that a specific conditioning cycle is used to ensure that regeneration (e.g. this may
involve high speed, high load driving).

The manufacturer may request that testing may be carried out immediately after regeneration or after
the conditioning cycle specified by the manufacturer and normal test preconditioning.

IN-SERVICE TESTING

When a check on vehicles is deemed necessary, emission tests in accordance with Annex 4 to this
Regulation are performed on pre-conditioned vehicles selected in accordance with the requirements
of paragraphs 2 and 3 of this Appendix.

Vehicles equipped with an OBD system may be checked for proper in-service functionality of the
malfunction indication, etc., in relation to levels of emissions (e.g. the malfunction indication limits
defined in Annex 11 to this Regulation) for the type approved specifications.

The OBD system may be checked, for example, for levels of emissions above the applicable limit
values with no malfunction indication, systematic erroneous activation of the malfunction indication
and identified faulty or deteriorated components in the OBD system.



L 70/206

Official Journal of the European Union

9.3.2007

4.4,

5.1.

5.2.

5.3.

6.1.

6.2.

6.3.

6.4.

6.5.

If a component or system operates in a manner not covered by the particulars in the type approval
certificate and/or information package for such vehicle types and such deviation has not been autho-
rised under the 1958 Agreement, with no malfunction indication by the OBD, the component or
system shall not be replaced prior to emission testing, unless it is determined that the component or
system has been tampered with or abused in such a manner that the OBD does not detect the result-
ing malfunction.

EVALUATION OF RESULTS
The test results are submitted to the evaluation procedure in accordance with Appendix 4.
Test results shall not be multiplied by deterioration factors.

In the case of periodically regenerating systems as defined in paragraph 2.20, the results shall be
multiplied by the factors K; obtained at the time when type approval was granted.

PLAN OF REMEDIAL MEASURES
When more than one vehicle is found to be an outlying emitter that either,

— meets the conditions of paragraph 3.2.3 of Appendix 4 and where both the administrative depart-
ment and the manufacturer agree that the excess emission is due to the same cause,

or

— meets the conditions of paragraph 3.2.4 of Appendix 4 where the administrative department
has determined that the excess emission is due to the same cause,

the administrative department must request the manufacturer to submit a plan of remedial measures
to remedy the non-compliance.

The plan of remedial measures shall be filed with the type approval authority not later than 60 work-
ing days from the date of the notification referred to in paragraph 6.1 above. The type approval
authority shall within 30 working days declare its approval or disapproval of the plan of remedial
measures. However, where the manufacturer can demonstrate, to the satisfaction of the competent
type approval authority, that further time is required to investigate the non-compliance in order to
submit a plan of remedial measures, an extension is granted.

The remedial measures shall apply to all vehicles likely to be affected by the same defect. The need to
amend the type approval documents shall be assessed.

The manufacturer shall provide a copy of all communications related to the plan of remedial mea-
sures, and shall also maintain a record of the recall campaign, and supply regular status reports to
the type approval authority.

The plan of remedial measures shall include the requirements specified in paragraphs 6.5.1 to 6.5.11.
The manufacturer shall assign a unique identifying name or number to the plan of remedial measures.

A description of each vehicle type included in the plan of remedial measures.

A description of the specific modifications, alterations, repairs, corrections, adjustments, or other
changes to be made to bring the vehicles into conformity including a brief summary of the data and
technical studies which support the manufacturer’s decision as to the particular measures to be taken
to correct the non-conformity.
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6.5.10.

6.5.11.

6.6.

6.7.

6.8.

A description of the method by which the manufacturer informs the vehicle owners.

A description of the proper maintenance or use, if any, which the manufacturer stipulates as a con-
dition of eligibility for repair under the plan of remedial measures, and an explanation of the manu-
facturer’s reasons for imposing any such condition. No maintenance or use conditions may be
imposed unless it is demonstrably related to the non-conformity and the remedial measures.

A description of the procedure to be followed by vehicle owners to obtain correction of the non-
conformity. This shall include a date after which the remedial measures may be taken, the estimated
time for the workshop to perform the repairs and where they can be done. The repair shall be done
expediently, within a reasonable time after delivery of the vehicle.

A copy of the information transmitted to the vehicle owner.

A brief description of the system which the manufacturer uses to assure an adequate supply of com-
ponent or systems for fulfilling the remedial action. It shall be indicated when there will be an adequate
supply of components or systems to initiate the campaign.

A copy of all instructions to be sent to those persons who are to perform the repair.

A description of the impact of the proposed remedial measures on the emissions, fuel consumption,
derivability, and safety of each vehicle type, covered by the plan of remedial measures with data,
technical studies, etc. which support these conclusions.

Any other information, reports or data the type approval authority may reasonably determine is nec-
essary to evaluate the plan of remedial measures.

Where the plan of remedial measures includes a recall, a description of the method for recording the
repair shall be submitted to the type approval authority. If a label is used, an example of it shall be
submitted.

The manufacturer may be required to conduct reasonably designed and necessary tests on compo-
nents and vehicles incorporating a proposed change, repair, or modification to demonstrate the effec-
tiveness of the change, repair, or modification.

The manufacturer is responsible for keeping a record of every vehicle recalled and repaired and the
workshop which performed the repair. The type approval authority shall have access to the record
on request for a period of 5 years from the implementation of the plan of remedial measures.

The repair and/or modification or addition of new equipment shall be recorded in a certificate sup-
plied by the manufacturer to the vehicle owner.
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Appendix 4

STATISTICAL PROCEDURE FOR IN-SERVICE CONFORMITY TESTING

1. This Appendix describes the procedure to be used to verify the in-service conformity requirements
for the Type I test.

2. Two different procedures are to be followed:

(i) One dealing with vehicles identified in the sample, due to an emission-related defect, causing
outliers in the results (paragraph 3 below).

(i) The other deals with the total sample (paragraph 4 below).

3. PROCEDURE TO BE FOLLOWED WITH OUTLYING EMITTERS IN THE SAMPLE (})

3.1. With a minimum sample size of three and a maximum sample size as determined by the proce-
dure of paragraph 4, a vehicle is taken at random from the sample and the emissions of the regu-
lated pollutants are measured to determine if it is an outlying emitter.

3.2. A vehicle is said to be an outlying emitter when the conditions given in either paragraph 3.2.1 or
paragraph 3.2.2 are met.

3.2.1. In the case of a vehicle that has been type-approved according to the limit values given in row A
of the table in paragraph 5.3.1.4, an outlying emitter is a vehicle where the applicable limit value
for any regulated pollutant is exceeded by a factor of 1,2.

3.2.2. In the case of a vehicle that has been type-approved according to the limit values given in row B
of the table in paragraph 5.3.1.4, an outlying emitter is a vehicle where the applicable limit value
for any regulated pollutant is exceeded by a factor of 1,5.

3.2.3.  In the specific case of a vehicle with a measured emission for any regulated pollutant within the
‘intermediate zone’ (2).

3.2.3.1.  If the vehicle meets the conditions of this paragraph, the cause of the excess emission must be
determined and another vehicle is then taken at random from the sample.

3.2.3.2.  Where more than one vehicle meets the condition of this paragraph, the administrative department
and the manufacturer must determine if the excess emission from both vehicles is due to the same
cause or not.

3.2.3.2.1. If the administrative department and the manufacturer both agree that the excess emission is due
to the same cause, the sample is regarded as having failed and the plan of remedial measures out-

lined in paragraph 6 of Appendix 3 applies.

3.2.3.2.2. If the administrative department and the manufacturer can not agree on either the cause of the
excess emission from an individual vehicle or whether the causes for more than one vehicle are
the same, another vehicle is taken at random from the sample, unless the maximum sample size
has already been reached.

(") On the basis of actual in-service data to be supplied before 31 December 2003, the requirements of this paragraph
may be reviewed and consider (a) whether the definition of outlying emitter needs to be revised with respect to vehicles
that have been type-approved according to the limit values given in row B of the table in paragraph 5.3.1.4, (b) whether
the procedure for identifying outlying emitters should be amended and (c) whether the procedures for in-service con-
formity testing should be replaced at an appropriate time by a new statistical procedure. If appropriate it will be pro-
posed the necessary amendments.

For any vehicle, the ‘intermediate zone’ is determined as follows: The vehicle shall meet the conditions given in either
paragraph 3.2.1 or paragraph 3.2.1 and, in addition, the measured value for the same regulated pollutant shall be
below a level that is determined from the product of the limit value for the same regulated pollutant given in row A of
the table in paragraph 5.3.1.4 multiplied by a factor of 2,5.

—
-
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3.2.3.3.

3.2.3.4.

3.2.3.5.

3.2.3.6.

3.2.4.

3.2.4.1.

3.2.4.2.

3.2.43.

3.2.4.4.

3.2.4.5.

3.2.4.6.

3.2.5.

4.1.

When only one vehicle meeting the conditions of this paragraph has been found, or when more
than one vehicle has been found and the administrative department and the manufacturer agree it
is due to different causes, another vehicle is taken at random from the sample, unless the maxi-
mum sample size has already been reached.

If the maximum sample size is reached and not more than one vehicle meeting the requirements
of this paragraph has been found where the excess emission is due to the same cause, the sample
is regarded as having passed with regard to the requirements of paragraph 3 of this Appendix.

If, at any time, the initial sample has been exhausted, another vehicle is added to the initial sample
and that vehicle is taken.

Whenever another vehicle is taken from the sample, the statistical procedure of paragraph 4 of
this Appendix is applied to the increased sample.

In the specific case of a vehicle with a measured emission for any regulated pollutant within the
‘failure zone’ (1).

If the vehicle meets the conditions of this paragraph, the administrative department shall deter-
mine the cause of the excess emission and another vehicle is then taken at random from the
sample.

Where more than one vehicle meets the condition of this paragraph, and the administrative depart-
ment determines that the excess emission is due to the same cause, the manufacturer shall be
informed that the sample is regarded as having failed, together with the reasons for that decision,
and the plan of remedial measures outlined in paragraph 6 of Appendix 3 applies.

When only one vehicle meeting the conditions of this paragraph has been found, or when more
than one vehicle has been found and the administrative department has determined that it is due
to different causes, another vehicle is taken at random from the sample, unless the maximum
sample size has already been reached.

If the maximum sample size is reached and not more than one vehicle meeting the requirements
of this paragraph has been found where the excess emission is due to the same cause, the sample
is regarded as having passed with regard to the requirements of paragraph 3 of this Appendix.

If, at any time, the initial sample has been exhausted, another vehicle is added to the initial sample
and that vehicle is taken.

Whenever another vehicle is taken from the sample, the statistical procedure of paragraph 4 of
this Appendix is applied to the increased sample.

Whenever a vehicle is not found to be an outlying emitter, another vehicle is taken at random
from the sample.

PROCEDURE TO BE FOLLOWED WITHOUT SEPARATE EVALUATION OF OUTLYING EMITTERS IN THE
SAMPLE

With a minimum sample size of three the sampling procedure is set so that the probability of a
batch passing a test with 40 per cent of the production defective is 0,95 (producer’s risk = 5 per
cent) while the probability of a batch being accepted with 75 per cent of the production defective
is 0,15 (consumer’s risk = 15 per cent).

(") For any vehicle, the ‘failure zone’ is determined as follows. The measured value for any regulated pollutant exceeds a level that is deter-

mined from the product of the limit value for the same regulated pollutant given in row A of the table in paragraph 5.3.1.4. multiplied
by a factor of 2,5.
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4.2.

4.3.

4.4.

For each of the pollutants given in the table of paragraph 5.3.1.4 of this Regulation, the following
procedure is used (see Figure 4/2 below).

where:

— L = the limit value for the pollutant,

— x; = the value of the measurement for the i-th vehicle of the sample,
— n = the current sample number.

The test statistic quantifying the number of non-conforming vehicles, i.e. x; > L, is computed for
the sample.

Then:

(i) If the test statistic does not exceed the pass decision number for the sample size given in the
following table, a pass decision is reached for the pollutant,

(ii) If the test statistic equals or exceeds the fail decision number for the sample size given in the
following table, a fail decision is reached for the pollutant,

(iti) Otherwise, an additional vehicle is tested and the procedure is applied to the sample with one
extra unit.

In the following table the pass and fail decision numbers are computed in accordance with the
International Standard ISO 8422:1991.

A sample is regarded as having passed the test when it has passed both the requirements of para-
graphs 3 and 4 of this appendix.

Table 4/1

Table for acceptance/rejection sampling plan by attributes

Cumulative sample size (n) Pass decision number Fail decision number
3 0 —
4 1 —
5 1 5
6 2 6
7 2 6
8 3 7
9 4 8

10 4 8

11 5 9

12 5 9

13 6 10
14 6 11
15 7 11
16 8 12
17 8 12
18 9 13
19 9 13
20 11 12
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Figure 4/1
In-service conformity checking — audit procedure
Vehicle manufacturer and administrative department complete vehicle
START approval for the new vehicle type.
Administrative department (TAA) grants type-approval
Manufacture and sales of approved vehicle type
Vehicle manufacturer develops own in-service conformity procedure
Vehicle manufacturer carries out own in-service conformity procedure
(vehicle type or family)
In-house in-service
conformity report — Vehicle manufacturer compiles report of the in-house procedure
for approved vehicle (including all data required by paragraph 8.2.1.)
type or family
Does the TAA (')
Manufacturer files decide to audit the
report for future manufacturer’s compliance
reference data for this vehicle type
or family?
Manufacturer
1 i id
TAAL() rewevxfs Manufacturer submits in- provides
manufacturer’s ) . or obtains
. : [—— service conformity reportto | <—— .
in-service . additional
. TAA (") for audit . g
conformity report information or
test data.
Dtotﬁstthe TA?‘ (1t) , Does TAA (') Manufacturer
accept that manufacturer’s Jocids that compiles new
in-service conformity report : ot - ; .
: o g information is insufficient in-service
confirms acceptability of a vehicle YES .
o . to reach a conformity
type within the family? decision? report
(paragraph 8.2.1.) ! eport.

TAA (') begins formal in-service go to

Process Completed.
No further action required.

compliance surveillance programme Figure 4/2
on suspect vehicle type
(as described in Appendix 3)

(") In this case, TAA means the administrative department that granted the type-approval.




L 70/212 Official Journal of the European Union 9.3.2007

Figure 4/2

In-service conformity testing — selection and test of vehicles

Test minimum

3 vehicles
- | il
Increase Increase
sample by 1 ncrease
Outlying emitters?
(one test)
(two tests) v
Apply test
statistics
YES_  Sampl YES
faazre;:je Same cause?
NO NO,
or UNCERTAIN
NO YES YES
Sample Max. sample size? sl
passed (')

(") Ifit fulfils both tests.



9.3.2007 Official Journal of the European Union

L 70/213

ANNEX 1

ENGINE AND VEHICLE CHARACTERISTICS AND INFORMATION CONCERNING THE
CONDUCT OF TESTS

The following information, when applicable, shall be supplied in triplicate.

If there are drawings, they shall be to an appropriate scale and show sufficient detail; they shall be presented in A4 format
or folded to that format. In the case of microprocessor-controlled functions, appropriate operating information shall be

supplied.
1. GENERAL
1.1. Make (name of undertaking): ............cooiiiiiiiiiiiiii
1.2. Type and commercial description (mention any variants): ...............ceeeueeiuunerunerinneeinerineennnennn.
1.3. Means of identification of type, if marked on the vehicle: ...............coooiii
1.3.1. Location of that mark: .........oooiiiii
1.4. Category Of VERICIE: ..o.uuiiiiiii e
1.5. Name and address of ManUfaCtUIer: ...........oviiiiiiiiiiiiii e
1.6. Name and address of manufacturer’s authorized representative where appropriate: ........................
2. GENERAL CONSTRUCTION CHARACTERISTICS OF THE VEHICLE
2.1. Photographs and/or drawings of a representative vehicle: ..............oooiiiiiiiiii
2.2. Powered axles (number, position, iNtercONNECtiON): ...........veuitntiniitiiei e
3. MASSES (kilograms) (refer to drawing where applicable) ............cooooiiiiiiiiiiiiiii
3.1. Mass of the vehicle with bodywork in running order, or mass of the chassis with cab if the manufac-
turer does not fit the bodywork (including coolant, oils, fuel, tools, spare wheel and driver): ............
3.2. Technically permissible maximum laden mass as stated by the manufacturer: .................c....oo.c.
4. DESCRIPTION OF ENERGY CONVERTERS
4.1. ENgine ManufaCtUIEr: ........c..uiiuniiii ittt ettt
4.1.1. Manufacturer’s engine code (as marked on the engine, or other
means of Identification): ....... ..ottt
4.2. Internal COMbBUSHON ENGINE .....evuuiiiiii ettt
4.2.1. Specific engine INfOrMation: ... ....c..iiiutiiieeii e

4.2.1.1. Working principle: positive-ignition/compression-ignition, four-stroke/two-stroke (')
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4.2.1.2. Number, arrangement and firing order of cylinders: ............cccooiiiiiiiiiiiiiiiiii e
4.2.1.2.1. BOTE () ottt ittt e e mm
4.2.1.2.2. o) (N G PP mm
4.2.1.3. ENgine capacity (3) «..c.ueuiniiieii i cm’
4.2.1.4. Volumetric COmMPIesSiON TAIO (%) ...evuueutnerin ittt ettt et eaa e
4.2.1.5. Drawings of combustion chamber and piston Crown: ..............ccoeeiiiiiiiiiiiiiiiniiiieiineieee.
4.2.1.6. Normal engine idling SPEed (): «...ueiuniieiii e
4.2.1.7. High idle engine speed (4): ..o
4.2.1.8. Carbon monoxide content by volume in the exhaust gas with the engine idling (according to the manu-

facturer’s SPECIfiCAtONS) (*) ....evuueiin ettt per cent
4.2.1.9. Maximum net power (*): ... KW At min~!
4.2.2. Fuel: diesel/petrol/LPG/NG (?)
4.2.3. Research octane number (RON): .....ouiuiuieiiit e et e e e e e aeaaas
4.2.4. Fuel feed
4.2.4.1. By carburettor(s): yes/no (')
4.2.4.1.1. Make(s):
4.2.4.1.2. Type(s):
4.2.4.1.3. NUMDET fIEEEA: .. eeuiii i
4.2.4.1.4. AJUSTITIENES (4): ettt ettt
4.2.4.1.4.1. Jets:
42.4.1.4.2. Venturis:
4.2.4.1.4.3. Float-chamber 1eVel: ......c...iiuiiii e
4.2.4.1.4.4. Mass O FlOAL: ..eeuiii e
4.2.4.1.4.5. FLOAE NEEALE: ...t
4.2.4.1.5. Cold start system: manual/automatic (')
4.2.4.1.5.1. Operating PrinCIPLE: ......eeuniii e
4.2.4.1.5.2. Operating lmits/SETNGS (1) (4):e. evuntrnnerineiin ettt et et ettt e e
4.2.4.2. By fuel injection (compression-ignition only): yes/no (*)
4.2.4.2.1. SYSTEM AESCIIPLIOM vttt ettt ettt ettt ettt et et e et e e
4.2.4.2.2. Working principle: direct-injection/pre-chamber/swirl chamber ()
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4.2.4.2.3. Injection pump

4.2.4.2.3.1. Make(s):

4.2.4.2.3.2. Type(s):

4.2.4.2.3.3. Maximum fuel delivery (') (4): .......... mm’|stroke or cycle at a pump speed of (1) (*): .......... min~!
Or characteristic IAZIAME ......uiiut ittt et

4.2.4.23.4. Injection tIMING (): ....ouiiie e

4.2.4.2.3.5. INJECtion AdVANICE CUTVE (4): eeutiiin ittt et ettt e e

4.2.4.2.3.6. Calibration procedure: test bench/engine (')

4.2.4.2.4. Governor

4.2.4.2.4.1. T P

4.2.4.24.2. CUL-OFF POIIEL ettt

4.2.42.4.2.1. Cut-off point under 10ad: ........ooiiiiiiii min™!

4242422, Cut-off point Without 10ad: .........oiiiiiiiiiiiiiiii e min~!

4.2.4.2.43. TAING SPELA: ettt min~!

4.2.4.2.5. Injector(s):

4.2.4.2.5.1. Make(s):

4.2.4.2.52. Type(s):

4.2.4.2.5.3. Opening pressure (*): ........cooceveiinviiinennn. kPa or characteristic diagram: ....................ceeil

4.2.4.2.6. Cold start system

4.2.4.2.6.1. Make(s):

4.2.4.2.6.2. Type(s):

4.2.4.2.6.3. DESCIIPLION: .ottt

4.2.4.2.7. Auxiliary starting aid

4.2.4.2.7.1. Make(s):

4.2.4.2.7.2. Type(s):

4.2.4.2.7.3. DESCIIPLION: L.ouiit e

4.2.4.3. By fuel injection (positive-ignition only): yes/no ()

4.2.4.3.1. SYSEEM ESCIIPLIONE vttt ettt et ettt ettt
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4.2.4.3.2.

4.2.4.3.3.

4.2.4.3.4.

4.2.4.3.5.

4.2.4.3.6.

4.2.43.7.

4.2.43.7.1.

4.2.43.7.2.

4.2.4.4.

4.2.4.4.1.

4.2.5.

4.2.5.1.

4.2.5.2.

4.2.5.3.

4.2.5.4.

4.2.5.5.

4.2.5.6.

4.2.5.7.

4.2.5.8.

4.2.5.8.1.

4.2.5.8.2.

Working principle: intake manifold (single/multi-point)/direct injection/other (specify)

Control unit — type (or No):

Fuel regulator — type:

Air-flow sensor — type:

Fuel distributor — type:

Pressure regulator — type:
Micro-switch — type:

Idle adjusting screw — type:
Throttle housing — type:

Water temperature sensor — type:
Air temperature sensor — type:

Air temperature switch — type:

Type(s):

Injectors: Opening pressure (1) (*): ...............oooeeee kPa or characteristic diagram: ......................
[njection tIMING: ...
COLd SEATT SYSTEIMII ...ttt e ettt ettt
Operating PrANCIPIE(S): .. evunerneit ettt ettt
Operating mits/SELNGS (1) (4): .. evuntrnnertnetit ettt ettt ettt e e
FEEA PUITIP ittt ettt
Pressure (1) (4): vovveenireieieieiee e kPa or characteristic diagram: ................cooeiiiiiinn.
IGNItION Lo s
VAR (S): vttt ettt et
(8] ettt
WOTKING PIINCIPIE: . eeniii i
[gNItION AdVAINICE CUIVE ()1 ..iiteiin ettt et ettt et ettt e e
Static ignition timing (*): ........cecoveiiiiiineiinennn. degrees before TDC
Contact-point @AP (H): ..ovuiniii i

DWEll-an@Ie () oot

>

information to be given in the case of continuous injec-
tion; in the case of other systems, equivalent details



9.3.2007

Official Journal of the European Union

L 70/217

4.2.5.8.3.

4.2.5.9.

4.2.5.9.1.

4.2.5.9.2.

4.2.5.10.

4.2.5.10.1.

4.2.5.10.2.

4.2.6.

4.2.7.

4.2.7.1.

4.2.7.1.1.

4.2.7.1.2.

4.2.7.1.3.

4.2.7.2.

4.2.7.3.

4.2.7.3.1.

4.2.7.3.2.

4.2.7.3.2.1.

4.2.7.3.2.2.

4.2.7.3.3.

4.2.7.3.3.1.

4.2.7.3.3.2.

4.2.8.

4.2.8.1.

4.2.9.

4.2.9.1.

4.2.9.2.

4.2.10.

4.2.10.1.

4.2.10.2.

Spark plug @ap SELHNG: .....iiuniiiiii it mm

T P e

Y P
Cooling system: liquid/air (')

INEAKE SYSTEITII L..eiitiii ittt
Pressure charger: yes/no (?)

| ] PRSPPI

Inter-cooler: yes/no (')

Description and drawings of inlet pipes and their accessories (plenum chamber, heating device, additional
AT TEAKES, €1C.) wr ittt ettt e et e e e et e e e et et aaaas

Intake manifold description (drawings and/or photographs): ............c.coviiiiiiiiiiiiii
AL fIIEr, ATAWINES: . oeene et . or
| S PPN
T PE(S): it
Intake silencer, draWwings: ............oeeuiiiiiiiiiiii e , or
MK (S): vttt et ettt ettt e e e e
T PE(S): e
EXDAUSE SYSLEIM ...ttt ittt
Description and drawings of the eXhaust SYSEMm: .......evuuiiiiiiiiiinin e
Valve timing or equivalent data: ............c.oooiiiiiiiiiiii

Maximum lift of valves, angles of opening and closing, or timing details of alternative distribution sys-
tems, in 1elation t0 dead CONMTIES: .. .. n e ettt e e e

Reference and[or setting ranges (1) (9): «...euueeneeiun et

LUDTICANT USEA: ...ttt e e
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4.2.11. Measures taken against air POIULION: ...........couiiiiiiiiiiiiii e
4.2.11.1. Device for recycling crankcase gases (description and drawings): ...............ccooviiiiiiiiiiiiniiiinn.
4.2.11.2. Additional pollution control devices (if any, and if not covered by another heading: ......................
4.2.11.2.1. Catalytic converter: yes/no (1)

4211.2.1.1. Number of catalytic converters and elements: ..............coiiiiiiiiiiinii e
42.11.2.1.2. Dimensions and shape of the catalytic converter(s) (VOIUME, ...): .....uviiiriiiniiiiniiiiiiie e
4.2.11.2.1.3. Type Of Catalytic ACHOM: +...evuuiiiiii ettt et
4.2.11.2.1.4. Total charge of precious metal: ...........ooiiiiiiiiiiiiiii e
4.2.11.2.1.5. Relative CONCENIIAtION: ..........oiuuuiiiiiitiii it
4.2.11.2.1.6. Substrate (structure and material): ..........o.iiiitiii e
4.2.11.2.1.7. CIl ENSIEY: vttt et
4211.2.1.8. Type of casing for catalytic CONVEITET(S): . ..vuuirnruitnein ittt ettt
4.2.11.2.1.9. Positioning of the catalytic converter(s) (place and reference distances in the exhaust system): ...........
4.2.11.2.1.10.  Regeneration systems/method of exhaust after-treatment systems, description: ...........c...cccoeeunennn.

4.2.11.2.1.10.1.  The number of Type I operating cycles, or equivalent engine test bench cycles, between two cycles where
regenerative phases occur under the conditions equivalent to Type I test (Distance ‘D’ in figure 1 in
2N 8V 1. 1 P

4.2.11.2.1.10.2. Description of method employed to determine the number of cycles between two cycles where regen-
rative PRASES OCCUTT .....iiiiiiiii ittt

4.2.11.2.1.10.3. Parameters to determine the level of loading required before regeneration occurs (i.e. temperature, pres-
F R 1ol Y

4.2.11.2.1.10.4. Description of method used to load system in the test procedure described in paragraph 3.1, Annex 13:

L300 B0 O B DR ©) 4 o0 s B o) i oL
4.2.11.2.1.11.1.  LoCAtion Of OXYZEN SEIISOT: ...evuututtiinetiiettettieeet ettt et e et e et et et e e et e et e e e e eneas
4.2.11.2.1.11.2.  Control range of 0XYZen SENSOT (¥): «...euuiuniin ittt ettt ea e
4.2.11.2.2. Air injection: yes/no (')
4.2.11.2.2.1. Type (pulse air, @i PUITIP, ...)1 cevuneitneeite ettt et et e e e ees
4.2.11.2.3. Exhaust gas recirculation (EGR): yes/no ()
4.2.11.2.3.1. Characteristics (flOW, ...): couirie ittt et e
4.2.11.2.4. Evaporative emission control system. Complete detailed description of the devices and their state of
tune:
Drawing of the evaporative cONtrol SYStem: ...........cciuuiiiiiiiiiiiiieiiiiie i
Drawing of the carbon CaniSter: .............oouiiiniitiiii e

Drawing of the fuel tank with indication of capacity and material: .................ccooeiiiiiini.
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4.2.11.2.5. Particulate trap: yes/no (')
4.2.11.2.5.1. Dimensions and shape of the particulate trap (capacity):
4.211.2.5.2. Type of particulate trap and design: ..............cooviiiiiiiiiiiiiiii
4.2.11.2.5.3. Location of the particulate trap (reference distances in the exhaust system): ...........ccooevviiiiiinn.
4.2.11.2.5.4. Regeneration system/method. Description and drawing: .............ccccooveiuiiiineiiiniiiniiinecinenineen.
4.2.11.2.5.4.1.  The number of Type I operating cycles, or equivalent engine test bench cycle, between two cycles where
regeneration phases occur under the conditions equivalent to Type I test (Distance ‘D’ in figure 1 in
ANNIEX L3t ettt s
4.2.11.2.5.4.2.  Description of method employed to determine the number of cycles between two cycles where regen-
rative PHASES OCCUIT L....iiiit ittt
4.2.11.2.5.4.3.  Parameters to determine the level of loading required before regeneration occurs (i.c. temperature, pres-
R < o PP PRSPPI
4.2.11.2.5.4.4.  Description of method used to load system in the test procedure described in paragraph 3.1, Annex 13:
4.2.11.2.6. Other systems (description and working principle): ............ooiiiiiiiiiiiii
4211.2.7. On-board-diagnostic (OBD) system
4211.2.7.1. Written description and/or drawing of the malfunction indicator (MI): ................ccoiiiiiiiiiiinan.
4.211.2.7.2. List and purpose of all components monitored by the OBD system: ..............cceeevuurviiiinneiinnnneinn.

4.2.11.2.7.3. Written description (general working principles) for:

4.2.11.2.7.3.1.  Positive-ignition engines

4.2.11.2.7.3.1.1. Catalyst MOMILOTING: ...uueitttniiiit ettt ettt ettt et e e e et e e e e e e
4.2.11.2.7.3.1.2. Misfire detection: ..............cooiiiiiiiiiiiiiiiiii i
4.2.11.2.7.3.1.3.  Oxygen SenSOr MOMITOTING: ... .uituititi it e e
4.2.11.2.7.3.1.4. Other components monitored by the OBD SYStEIN: ..........cco.uiiiiiiniiiiiiiiiiiiiiiiiieiiiee e
4.2.11.2.7.3.2.  Compression-ignition engines

4.2.11.2.7.3.2.1. CatalySt MOMITOING: ..vvuuiiiniintii ettt et ettt et et e e e e eeane
4.2.11.2.7.3.2.2. Particulate trap MONMILOTING: .........uuiiiuuiiiiiiiiii et
4.2.11.2.7.3.2.3. Electronic fuelling system MONIOTING: ..........cciiuuuiiiiiniiiiiie it
4.2.11.2.7.3.2.4. Other components monitored by the OBD SYSTEIM: ........cuuiiuuiuniuniitiiieiieiineieieeie e eieeanees
4.2.11.2.7 4. Criteria for MI activation (fixed number of driving cycles or statistical method): ...........................

4.2.11.2.7.5. List of all OBD output codes and formats used (with explanation of each): ......................c...
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4.2.11.2.7.6.

4.2.11.2.7.6.1.

42.11.2.7.6.2.

4.2.11.2.7.6.3.

4.2.11.2.7.6.4.

4.2.12.

4.2.12.1.

4.2.12.2.

4.2.12.2.1.

4.2.12.2.2.

4.2.12.2.3.

4.2.12.3.

4.2.12.3.1.

4.2.12.3.2.

4.2.12.3.3.

4.2.13.

4.2.13.1.

The following additional information must be provided by the vehicle manufacturer for the purposes of
enabling the manufacture of OBD-compatible replacement or service parts and diagnostic tools and test
equipment, unless such information is covered by intellectual property rights or constitutes specific
know-how of the manufacturer or the OEM supplier(s).

A description of the type and number of the pre-conditioning cycles used for the original type approval
of the vehicle.

A description of the type of the OBD demonstration cycle used for the original type-approval of the
vehicle for the component monitored by the OBD system.

A comprehensive document describing all sensed components with the strategy for fault detection and
MI activation (fixed number of driving cycles or statistical method), including a list of relevant second-
ary sensed parameters for each component monitored by the OBD system. A list of all OBD output
codes and format used (with an explanation of each) associated with individual emission related power-
train components and individual non-emission related components, where monitoring of the compo-
nent is used to determine MI activation. In particular, a comprehensive explanation for the data given in
service $05 Test ID $21 to FF and the data given in service $06 must be provided. In the case of vehicle
types that use a communication link in accordance with ISO 15765-4 ‘Road vehicles — Diagnostics on
Controller Area Network (CAN) — Part 4: Requirements for emissions-related systems’, a comprehen-
sive explanation for the data given in service $06 Test ID $00 to FF, for each OBD monitor ID sup-
ported, must be provided.

The information required by this paragraph may, for example, be defined by completing a table as fol-
lows, which shall be attached to this annex:

Fault Monitoring | Fault detec- .MI. Secondary Precondi- Demonstra-
Component . e activation P .
code strategy tion criteria . parameters tioning tion test
criteria
Catalyst P0420 | Oxygen | Difference | 3™ cycle Engine Two Type I
sensor 1 between speed, Type I
and 2 sensor 1 engine cycles
signals | and sensor load, A[F
2 signals mode,
catalyst
tempera-
ture

LPG fuelling system: yes/no (')

APPIOVAL TIUITIDET .ttt et
Electronic engine management control unit for LPG fuelling

Make(s):

Type(s):

Emission-related adjustment possibilities: ...........eeuuiiiiniiiniiiiii e
Further documentation: ...............ooiiiiiiiiiiiiiiiiii i
Description of the safeguarding of the catalyst at switch-over from petrol to LPG or back: ...............
System layout (electrical connections, vacuum connections, compensation hoses, etc.): ...................
Drawing of the SYMDOL ... coouiiiiiii e
NG fuelling system: yes/no (')

APPTOVAl IUIMIDEL: L. outiii et
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4.2.13.2. Electronic engine management control unit for NG fuelling
4.2.13.2.1. Make(s):
4.2.13.2.2. Type(s):
4.2.13.2.3. Emission-related adjustment possibilities: ..............coouiuiiiiiiiiiiiiiniiiii e
4.2.13.3. Further dOCUMENTAION: .......uiitn ittt et ettt et et e e
4.2.13.3.1. Description of the safeguarding of the catalyst at switch-over from petrol to LPG or back:
4.2.13.3.2. System layout (electrical connections, vacuum connections, compensation hoses, etc.):
4.2.13.3.3. Drawing of the SymDBOL: ........iiiiiiiii e
4.3. Hybrid Electric Vehicle: yes/no (')
4.3.1. Category of Hybrid Electric vehicle Off Vehicle Charging/Not Off

Vehicle Charging (1) e
4.3.2. Operating mode switch: with/without (?)
4.3.2.1. Selectable modes e
4.3.2.1.1. Pure electric: yes/no (')
4.3.2.1.2. Pure fuel consuming: yes/no (%)
4.3.2.1.3. Hybrid modes: yes/no (1)

(if yes, short description)

4.3.3. Description of the energy storage device: (battery, capacitor, flywheel/generator ...) .......................
4.3.3.1. MAKEE o e
4.3.3.2. Y P
4.3.3.3. [dentification NUMDET: ......oiiuiiiiii i e
4.3.3.4. Kind of electrochemical COUPIE: .......uuiiuniiiiiii it
4.3.3.5. Energy: .....coocoeenne. (for battery: voltage and capacity Ah in 2 h, for capacitor: J, ...) .................
4.3.3.6. Charger: on board/external/without (?)

4.3.4. Electric machines (describe each type of electric machine separately)

4.3.4.1. MAKE: Lo
4.3.4.2. 0725
4.3.4.3. Primary use: traction motor/generator

4.3.4.3.1. When used as traction motor: monomotor/multimotors (number): ...........ccooiiiiiiiiiiiiiii.

4.3.4.4. MAXIITIUIT POWET? ettt ettt ettt et et et et e ettt e e et e e e kw
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4.3.4.5.

4.3.4.5.1.

4.3.4.5.2.

4.3.4.5.3.

4.3.5.1.

4.3.5.2.

4.3.5.3.

4.3.6.1.

4.3.6.2.

4.3.6.3.

5.2.

5.2.1.

5.2.2.

5.2.3.

5.3.

Working Principle: «...oo..iiun i e

direct currentfalternating current/number of Phases: ............ccooiiiiiiiiiiiiiiiiii

separate excitation/series/compound ()

synchronous/asynchronous (*)

(@635 15 v o) BT AP

D e

Identification MUMDbET: ... . . e

P

Identification NUMDbET: ..o
Vehicle electric range ................... km (according Annex 7 of Regulation No 101): ...................

Manufacturer’s recommendation for preconditioning: ..............c.oveeuviiiniiiniiiniiiiiineen

TRANSMISSION

CIUECR (EYPE): ettt e
Maximum tOrqUE CONMVEISION .....uuuiuititiiititit ittt et e e aaaaes
GRATDOX: .ttt
D e
Location relative to the engine: ..........ocouiiiiiiiiniiiii e
Method of CONLIOL: .....iiiiii i e

(€1 T (o PP

Index Gearbox ratios Final drive ratios

Total ratios

Maximum for CVT (")
1

2

3

4, 5, others
Minimum for CVT (%)

Reverse

() CVT — Continuously variable transmission.
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6.1.

6.1.1.1.

6.1.1.1.1.

6.1.1.1.2.

6.1.1.1.3.

6.1.1.1.4.

6.1.2.

6.1.2.1.

6.1.2.1.1.

6.1.2.1.2.

6.1.2.1.3.

6.1.2.1.4.

7.1.

SUSPENSION
Tyres and WHEELS ......eiuniiiiii e

Tyre/wheel combination(s) (for tyres indicate size designation, minimum load-capacity index, minimum
speed category symbol; for wheels, indicate rim size(s) and off-set(s): .........ocooveiiiiiiiiiiiiiiini

Axles

Axles

Tyre pressure(s) recommended by the manufacturer:

kPa

BODYWORK

INUIMIDET Of SEALS: ... vttt e e e

Strike out what does not apply.

This value shall be rounded-off to the nearest tenth of a millimetre.

This value shall be calculated with m = 3,1416 and rounded-off to the nearest cm’.
Specify the tolerance.
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ANNEX 2

COMMUNICATION
(maximum format: A4 (210 x 297 mm))

issued by: Name of administration:

concerning (?): APPROVAL GRANTED
APPROVAL EXTENDED
APPROVAL REFUSED
APPROVAL WITHDRAWN
PRODUCTION DEFINITELY DISCONTINUED

of a vehicle type with regard to the emission of gaseous pollutants by the engine pursuant to Regulation No. 83

Approval INe: ;s swsmssemuse wsmsases Extension NO: ....oossesmse sossmens
1. Category of the vehicle type (M,, N, 81C.): ..o
1.1. Hybrid electric vehicle: yes/no (?)

1.1.1.  Category of Hybrid Electric vehicle: Off Vehicle Charging/Not Off Vehicle Charging (?)

1.1.2. Operating mode switch: with/without (2)

2. Engine fuel requirements: petrol/dieSEI/LPG/CNG (2): ...coiiiieriirieiie ettt et
3. Trade name: or mark Of the VERICIEY «usssvsrmerss sosrovress svrvrrvam susmmesvis sesmmeysnsms sy e S0 T SRS SO SR S T TR RN 4
4. Vehicle type: ......ccooceviiiiiiniin, ENGINE tYPE: ..o
5. Manufacturer's Name and adArESS: .........cciiciiiiriiiiie e e e
6. If applicable, name and address of manufacturer’s representative:

7. Unladen mass of the VEhICIE: wuvssmrsmmsssvmvmvumsmurssoness s oy sovmessmss s ssavs i e messve s vy s v T v sa s v e vmiass s
7.1. Reference mass of the VENICIE: ... e
8. Maximum mass Of the VERNICIE: ............iiiiiii e e
9. Number of seats (iNCIUING e AFIVET): ....oouiiii et
10. Transmission

10.1. Manual or automatic or continuously variable transmission (2) (3): ...cceeoereriereerereeee e e

10.2. NUMDET Of QAT FALIOS: ... et e h e e st e e e e e e e e eb e e e saaeee s ensae e enneee e e s
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10.3. Transmission ratio of gearbox (2):
First gealr N/VE s sovmssns siunssms sunras e s sy e s sy sss s as s 5o (0 S EES SAE0EASY 43 R S0 2R TN R S SR
SECONA GEAI N/V: .ttt ettt et eae e ea e eh bt ehe e eh e e e bt e e ehe et e e e ae e et ean e e e er e e e e
TRIFA GEAI IN/V: ettt e h et e e bt e e et bt e e eaae e e e eaese e e abbe e e sheeeeeaseeeeabbeeesaaeeesanbeeesaeeaanns
FOUM GEAI IN/V: ..ttt e et eh et e b e bt e e e e e b et e et et st eaeesn e e ean e
Fifth gealr N/VE s covmsnns sunsmmsms ssunrasvmms e s swrm e sy e s sy aes ss s 5o (05 S EHES SAS0EA SN 43 R S 2R R S SRR
L1 =TI LAY = (o RSP SP
RANGE OF LY@ SIZES: ..ot ettt b e e s he e e e as e e e e bt e e s aeee s sasae e eanbeeesbeeenaeaen s
Rolling circumference of tyres used for the Type | teSt: ......ccuiiiiiiii i
Wheel drive: front; rear, 4% 4 (2): cusmmmsusmmsmmmassmnsarss sorems s sy s 68 s s i
1. Vehicle 'stibmitted for bestiom? ssmssrmmmms smsmsnssmssmeansmons svmvavesss soswmm s oo e wasss o5 3Tv v FEss SR SR AR VT RSB S S R RRAR
12. Technical service conducting approval tESES: ........c..iiiiiiiiiiii e e e
13. Date of report issued by that SEIVICE: ........cccoiiiiiiiiii ettt
14. Number of report issued by that SEIVICE: ... eroesmmesmsmmsm sornuns s wanss sssss s sesssse ssvasesus sssessnsasgs s
15. Approval granted/refused/extended/Withdrawn (2): ........cccooeevuieieiiiniie e e e s
16. TESETESUITS: ... ettt sh e e he e bt e b e e e eb e e b e e s te et ettt e e st e et e en e
16.1. TS S 1Y o 1= PP PPPRTRTRPROPRRN
Pollutant co HC NO, HC + NO, (") Particulates (')
(g/km) (g/km) (g/km) (g/km) (g/km)
measured
calculated
with
deterioration
factor (DF)
(") For compression-ignition engined vehicles only.
16.1.1. In the case of vehicles fuelled with LPG or NG:
16.1.1.1. Repeat the table for all reference gases of LPG or NG, showing if results are measured or calculated. In the
case of vehicles designed to run either on petrol or on LPG or NG: repeat for petrol and all reference gases
of LPG or NG.
16.1.1.2. Approval number of the parent vehicle, if the vehicle is a member of a family: .............ccociiiiiis

16.1.1.3. Ratios ‘r’ of emission results for the family in the case of gaseous fuels for each pollutant:
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16.1.2.

16.1.2.1.

16.1.2.2.

16.2.

16.3.

16.4.

16.5.

16.5.1.

16.5.2.

16.6.

16.7.

16.7.1.

16.7.2.

16.7.3.

16.7.3.1.

16.7.3.2.

16.7.3.3.

16.7.3.4.

16.7.3.5.

16.7.3.6.

16.7.3.7.

16.7.4.

16.7.5.

In the case of externally chargeable (OVC) Hybrid Electric Vehicle:
Repeat the table for the both test conditions specified in paragraphs 3.1 and 3.2 of Annex 14.
Repeat the table for the weighted values determined according to paragraphs 3.1.4 or 3.2.4 of Annex 14.

Test Type Il (3):

CO: e per cent at idling Speed: .......ccoi i min-’
(measured at the exhaust).

TESE TYPE I HP)8 sres cosnmeseess sommmsns sommmensssmarns suesmosvsrmss st oo oo A 50S S TS SN RS SEAT o SRR
BT O Yo TN LY RS g/test
TSt TYPE Vi DUIADIIILY ... ettt ettt e rae e et e e e b e e e nae e e s sabee e eabe e e sneeessaneeennee
Type of durability test: 80 000 km/Not appliCabIE (2): .....cceerverieeie it

Deterioration factors (DF): calculated/fixed (?)

SPECITY The VAIUES: ...ttt e e e ettt e et e e sae e e et ee e ebbeeeanaeeeeensee e e naeeesseeesnnaneennen

TSt TYPE VI (2 ittt ettt ettt et e he et e ehe e e ehe e eabeeeae e e ebeeebbaameeeenbesabeenneeans e saeeensesareenneesnneenne
CO (g/km) HC (g/km)

Measured value

OBD test

Written description and/or drawing of the malfunction indicator (MI): .........ccccooiiiiiiiii e

List and function of all components monitored by the OBD system:

Written description (general working principles) for:

Misfire deteClON: 1 sy ssumimmsnss ssusmssmssssssens s ssrmsss s s SsCsTasE5H: SRS 455 TSR USRS HS LS SRR R
Catalyst MONMOTINGE suvisuss isursssmsss sosmsrsmssssssvssssssssnvenssssssnvissvasass 5 55wesasss sHFF3a 38 FoFRHFFH8S FHFTRIRSIRRVF T VAR R R ST TS
OXYgeN SENSOT MONITOTINGE ..uiiiieiititiitieete ettt ettt et ettt e eae e et ee e e sae e ea bt et e e e sae e ebeeee e e beean e e st et saeenaeeeeene
Other components monitored by the OBD SYSTEM: .......cc.ueiiiiiiiiiiiie et
Particulate trap MONITOTING: .....oc.ciiiiiii et e e et s e e
Electronic fuelling system actuator monitoring: . «ususere sesmneuse nnsmsmmmn s e s s
Other components monitored by the OBD SYStemM: ......c.coiiiiiiiiii e e e
Criteria for Ml activation (fixed number of driving cycles or statistical method): ..........cccciviiiiiiiii .

List of all OBD output codes and formats used (with explanation of each): ........c..ccccceiiiiiiiiiiiiicc e



9.3.2007

Official Journal of the European Union

L 70/227

17.

18.

19.

20.

21.

@

®
¢

Emissions data required for roadworthiness testing

Test

CO value
(per cent vol.)

Lambda (')

Engine speed
(min~")

Engine oil
temperature (°C)

Low idle test

N/A

High idle test

() Lambda formula: see paragraph 5.3.7.3 of this Regulation.

Position of approval mark 0N VENICIE: ........c..eiiieiiii e e e e e

SIGNATUNE: <. ettt et h e e bt b et e b e et et e e e s

Distinguishing number of the country which has granted/extended/refused/withdrawn the approval (see approval provisions in the

Regulation).
Strike out what does not apply.

In the case of vehicles equipped with automatic-shift gearboxes, give all pertinent technical data.
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ANNEX 2

Appendix 1

OBD — RELATED INFORMATION

As noted in item 4.2.11.2.7.6 of the information document in Annex 1 of this Regulation, the information in this appen-
dix is provided by the vehicle manufacturer for the purposes of enabling the manufacture of OBD-compatible replacement
or service parts and diagnostic tools and test equipment. Such information need not be supplied by the vehicle manufac-
turer if it is covered by intellectual property rights or constitutes specific know-how of the manufacturer or the OEM

supplier(s).

Upon request, this appendix will be made available to any interested component, diagnostic tools or test equipment manu-
facturer, on a non-discriminatory basis.

1. A description of the type and number of the pre-conditioning cycles used for the original type approval of the vehicle.

2. A description of the type of the OBD demonstration cycle used for the original type approval of the vehicle for the

component monitored by the OBD system.

3. A comprehensive document describing all sensed components with the strategy for fault detection and MI activation
(fixed number of driving cycles or statistical method), including a list of relevant secondary sensed parameters for each
component monitored by the OBD system. A list of all OBD output codes and format used (with an explanation of
each) associated with individual emission related power-train components and individual non-emission related com-
ponents, where monitoring of the component is used to determine MI activation. In particular, a comprehensive expla-
nation for the data given in service $05 Test ID $21 to FF and the data given in service $06 must be provided. In the
case of vehicle types that use a communication link in accordance with ISO 15765-4 ‘Road vehicles — Diagnostics on
Controller Area Network (CAN) — Part 4: Requirements for emissions-related systems’, a comprehensive explanation
for the data given in service $06 Test ID $00 to FF, for each OBD monitor ID supported, must be provided.

This information may be defined in the form of a table, as follows:

Monitoring Fault detec- | MI activation Secondary Precondi- Demonstration
Component Fault code . oo o S
strategy tion criteria criteria parameters tioning test
Catalyst P0420 Oxygen Difference 3rd cycle Engine Two Type I Type I

sensor 1 between speed, cycles

and sensor 1 engine load,
2 signals and sensor A[F mode,

2 signals catalyst

temperature
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ANNEX 3

ARRANGEMENTS OF THE APPROVAL MARK

Approval B (Row A) (1)

Vehicles approved to the emission levels of gaseous pollutants required for feeding the engine with petrol (unleaded) or
with unleaded petrol and either LPG or NG.

] 3 @¢: 83 Rl - 052439

a =8 mm min.

The above approval mark affixed to a vehicle in conformity with paragraph 4 of this Regulation shows that the vehicle
type concerned has been approved in the United Kingdom (E11), pursuant to Regulation No 83 under approval num-
ber 052439. This approval indicates that the approval was given in accordance with the requirements of Regulation No 83
with the 05 series of amendments incorporated and satisfying the limits for the Type I test detailed in Row A (2000) of
the table in paragraph 5.3.1.4 of this Regulation.

Approval B (Row B) (1)

Vehicles approved to the emission levels of gaseous pollutants required for feeding the engine with petrol (unleaded) or
with either unleaded petrol or LPG or NG.

X B
"2y ¢$ 83 RII - 052439

a =8 mm min,

The above approval mark affixed to a vehicle in conformity with paragraph 4 of this Regulation shows that the vehicle
type concerned has been approved in the United Kingdom (E11), pursuant to Regulation No 83 under approval num-
ber 052439. This approval indicates that the approval was given in accordance with the requirements of Regulation No 83
with the 05 series of amendments incorporated and satisfying the limits for the Type I test detailed in Row B (2005) of the
table in paragraph 5.3.1.4 of this Regulation.

Approval C (Row A) (%)

Vehicles approved to the emission levels of gaseous pollutants required for feeding the engine with diesel fuel.

@ C
- 3, 2283 Rl - 052439

a =8 mm min,

The above approval mark affixed to a vehicle in conformity with paragraph 4 of this Regulation shows that the vehicle
type concerned has been approved in the United Kingdom (E11), pursuant to Regulation No 83 under approval num-
ber 052439. This approval indicates that the approval was given in accordance with the requirements of Regulation No 83
with the 05 series of amendments incorporated and satisfying the limits for the Type I test detailed in Row A (2000) of
the table in paragraph 5.3.1.4 of this Regulation.
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Approval C (Row B) (1)

Vehicles approved to the emission levels of gaseous pollutants required for feeding the engine with diesel fuel.

% C
- 3 22 83 RIl - 052439

a =8 mm min,

The above approval mark affixed to a vehicle in conformity with paragraph 4 of this Regulation shows that the vehicle
type concerned has been approved in the United Kingdom (E11), pursuant to Regulation No 83 under approval num-
ber 052439. This approval indicates that the approval was given in accordance with the requirements of Regulation No 83
with the 05 series of amendments incorporated and satisfying the limits for the Type I test detailed in Row B (2005) of the
table in paragraph 5.3.1.4 of this Regulation.

Approval D (Row A) (1)

Vehicles approved to the emission levels of gaseous pollutants required for feeding the engine with LPG or NG.
\ D
ahA
"y 0583 Rl -052439
Y

a =8 mm min,

A

The above approval mark affixed to a vehicle in conformity with paragraph 4 of this Regulation shows that the vehicle
type concerned has been approved in the United Kingdom (E11), pursuant to Regulation No 83 under approval num-
ber 052439. This approval indicates that the approval was given in accordance with the requirements of Regulation No 83
with the 05 series of amendments incorporated and satisfying the limits for the Type I test detailed in Row A (2000) of
the table in paragraph 5.3.1.4 of this Regulation.

Approval D (Row B) ()

Vehicles approved to the emission levels of gaseous pollutants required for feeding the engine with LPG or NG.
aA
3¥Y D
. ¢$ 83 RIl - 052439
Y v 3 =

a =8 mm min.

The above approval mark affixed to a vehicle in conformity with paragraph 4 of this Regulation shows that the vehicle
type concerned has been approved in the United Kingdom (E11), pursuant to Regulation No 83 under approval num-
ber 052439. This approval indicates that the approval was given in accordance with the requirements of Regulation No 83
with the 05 series of amendments incorporated and satisfying the limits for the Type I test detailed in Row B (2005) of the
table in paragraph 5.3.1.4 of this Regulation.

(") See paras. 2.19 and 5.3.1.4 of this Regulation.
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2.1.

2.2.

2.3.

2.4,

2.4.1.

ANNEX 4
TYPE I TEST

(Verifying exhaust emissions after a cold start)

INTRODUCTION

This annex describes the procedure for the Type I test defined in paragraph 5.3.1 of this Regulation. When the
reference fuel to be used is LPG or NG, the provisions of Annex 12 shall apply additionally. When the vehicle is
equipped with a periodically regenerating system as defined in paragraph 2.20, the provisions of Annex 13 shall

apply.

OPERATING CYCLE ON THE CHASSIS DYNAMOMETER

Description of the cycle

The operating cycle on the chassis dynamometer shall be that indicated in the Appendix 1 to this annex.

General conditions under which the cycle is carried out

Preliminary testing cycles should be carried out if necessary to determine how best to actuate the accelerator and
brake controls so as to achieve a cycle approximating to the theoretical cycle within the prescribed limits.

Use of the gearbox

If the maximum speed which can be attained in first gear is below 15 km/h, the second, third and fourth gears
shall be used for the urban cycle (Part One) and the second, third, fourth and fifth gears for the extra-urban cycle
(Part Two). The second, third and fourth gears may also be used for the urban cycle (Part One) and the second,
third, fourth and fifth gears for the extra-urban cycle (Part Two) when the manufacturer’s instructions recom-
mend starting in second gear on level ground, or when first gear is therein defined as a gear reserved for cross-
country driving, crawling or towing.

Vehicles which do not attain the acceleration and maximum speed values required in the operating cycle shall be
operated with the accelerator control fully depressed until they once again reach the required operating curve.
Deviations from the operating cycle shall be recorded in the test report.

Vehicles equipped with semi-automatic-shift gearboxes shall be tested by using the gears normally employed for
driving, and the gear shift is used in accordance with the manufacturer’s instructions.

Vehicles equipped with automatic-shift gearboxes shall be tested with the highest gear (Drive’) engaged. The accel-
erator shall be used in such a way as to obtain the steadiest acceleration possible, enabling the various gears to
be engaged in the normal order. Furthermore, the gear-change points shown in Appendix 1 to this annex shall
not apply; acceleration shall continue throughout the period represented by the straight line connecting the end
of each period of idling with the beginning of the next following period of steady speed. The tolerances given in
paragraph 2.4 below shall apply.

Vehicles equipped with an overdrive which the driver can actuate shall be tested with the overdrive out of action
for the urban cycle (Part One) and with the overdrive in action for the extra-urban cycle (Part Two).

At the request of the manufacturer, for a vehicle type where the idle speed of the engine is higher than the
engine speed that would occur during operations 5, 12 and 24 of the elementary urban cycle (Part One), the
clutch may be disengaged during the previous operation.

Tolerances

A tolerance of + 2 km/h shall be allowed between the indicated speed and the theoretical speed during accelera-
tion, during steady speed, and during deceleration when the vehicle’s brakes are used. If the vehicle decelerates
more rapidly without the use of the brakes, only the provisions of paragraph 6.5.3 below shall apply. Speed
tolerances greater than those prescribed shall be accepted during phase changes provided that the tolerances are
never exceeded for more than 0,5 s on any one occasion.
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2.4.2.

2.4.3.

3.1.4.

3.2

3.2.1.

The time tolerances shall be £ 1,0 s. The above tolerances shall apply equally at the beginning and at the end of
each gear-changing period (') urban cycle (Part One) and for the operations Nos 3, 5 and 7 of the extra-urban
cycle (Part Two).

The speed and time tolerances shall be combined as indicated in Appendix 1 to this annex.

VEHICLE AND FUEL

Test vehicle

The vehicle shall be presented in good mechanical condition. It shall have been run-in and driven at least 3 000 km
before the test.

The exhaust device shall not exhibit any leak likely to reduce the quantity of gas collected, which quantity shall
be that emerging from the engine.

The tightness of the intake system may be checked to ensure that carburation is not affected by an accidental
intake of air.

The settings of the engine and of the vehicle’s controls shall be those prescribed by the manufacturer. This require-
ment also applies, in particular, to the settings for idling (rotation speed and carbon monoxide content of the
exhaust gases), for the cold start device and for the exhaust gas cleaning system.

The vehicle to be tested, or an equivalent vehicle, shall be fitted, if necessary, with a device to permit the mea-
surement of the characteristic parameters necessary for chassis dynamometer setting, in conformity with para-
graph 4.1.1 of this annex.

The technical service responsible for the tests may verify that the vehicle’s performance conforms to that stated
by the manufacturer, that it can be used for normal driving and, more particularly, that it is capable of starting
when cold and when hot.

Fuel

When testing a vehicle against the emission limit values given in row A of the table in paragraph 5.3.1.4 of this
Regulation, the appropriate reference fuel must comply with the specifications given in paragraph 1 of Annex 10
or, in the case of gaseous reference fuels, either paragraph 1.1.1 or paragraph 1.2 of Annex 10a.

When testing a vehicle against the emission limit values given in row B of the table in paragraph 5.3.1.4 of this
Regulation, the appropriate reference fuel must comply with the specifications given in paragraph 2 of Annex 10
or, in the case of gaseous reference fuels, either paragraph 1.1.2 or paragraph 1.2 of Annex 10a.

Vehicles that are fuelled either with petrol or with LPG or NG shall be tested according to Annex 12 with the
appropriate reference fuel(s) as defined in Annex 10a.

TEST EQUIPMENT

Chassis dynamometer
The dynamometer shall be capable of simulating road load within one of the following classifications:

— dynamometer with fixed load curve, i.e. a dynamometer whose physical characteristics provide a fixed load
curve shape,

— dynamometer with adjustable load curve, i.e. a dynamometer with at least two road load parameters that
can be adjusted to shape the load curve.

(") It should be noted that the time of two seconds allowed includes the time for changing gear and, if necessary, a certain amount of

latitude to catch up with the cycle.
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4.1.2.  The setting of the dynamometer shall not be affected by the lapse of time. It shall not produce any vibrations
perceptible to the vehicle and likely to impair the vehicle’s normal operations.

4.1.3. It shall be equipped with means to simulate inertia and load. These simulators are connected to the front roller
in the case of a two-roller dynamometer.

4.1.4.  Accuracy

4.1.4.1. It shall be possible to measure and read the indicated load to an accuracy of + 5 per cent.

4.1.4.2. In the case of a dynamometer with a fixed load curve, the accuracy of the load setting at 80 km/h shall be
+ 5 per cent. In the case of a dynamometer with adjustable load curve, the accuracy of matching dynamometer
load to road load shall be * 5 per cent at 120, 100, 80, 60, and 40 km/h and + 10 per cent at 20 km/h. Below
this, dynamometer absorption shall be positive.

4.1.4.3. The total inertia of the rotating parts (including the simulated inertia where applicable) shall be known and shall
be within + 20 kg of the inertia class for the test.

4.1.4.4. The speed of the vehicle shall be measured by the speed of rotation of the roller (the front roller in the case of a
two-roller dynamometer). It shall be measured with an accuracy of = 1 km/h at speeds above 10 km/h.

4.1.4.5. The distance actually driven by the vehicle shall be measured by the movement of rotation of the roller (the
front roller in the case of a two-roller dynamometer).

4.1.5.  Load and inertia setting

4.1.5.1. Dynamometer with fixed load curve: the load simulator shall be adjusted to absorb the power exerted on the
driving wheels at a steady speed of 80 km/h and the absorbed power at 50 km/h shall be noted. The means by
which this load is determined and set are described in Appendix 3 to this annex.

4.1.5.2. Dynamometer with adjustable load curve: the load simulator shall be adjusted in order to absorb the power
exerted on the driving wheels at steady speeds of 120, 100, 80, 60 and 40 and 20 km/h. The means by which
these loads are determined and set are described in Appendix 3 to this annex.

4.1.5.3. Inertia

Dynamometers with electric inertia simulation shall be demonstrated to be equivalent to mechanical inertia sys-
tems. The means by which equivalence is established are described in Appendix 4 to this annex.

4.2. Exhaust gas-sampling system

4.2.1.  The exhaust gas sampling system shall be able to measure the actual quantities of pollutants emitted in the
exhaust gases to be measured. The system that shall be used is the constant volume sampler (CVS) system. This
requires that the vehicle exhaust be continuously diluted with ambient air under controlled conditions. In the
constant volume sampler concept of measuring mass emissions, two conditions shall be satisfied, the total vol-
ume of the mixture of exhaust and dilution air shall be measured and a continuously proportional sample of the
volume shall be collected for analysis. The quantities of pollutants are determined from the sample concentra-
tions, corrected for the pollutant content of the ambient air and the totalised flow over the test period.

The particulate pollutant emission level is determined by using suitable filters to collect the particulates from a
proportional part flow throughout the test and determining the quantity thereof gravimetrically in accordance
with paragraph 4.3.1.1.

4.2.2.  The flow through the system shall be sufficient to eliminate water condensation at all conditions which may
occur during a test, as defined in Appendix 5 to this annex.

4.2.3.  Appendix 5 gives examples of three types of constant volume sampler system which satisfy the requirements of
this annex.

4.2.4.  The gas and air mixture shall be homogeneous at point S2 of the sampling probe.
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4.2.5.

4.2.6.

4.2.7.

4.2.8.

4.2.9.

4.2.10.

4.3.

4.3.1.1.

The probe shall extract a true sample of the diluted exhaust gases.

The system shall be free of gas leaks. The design and materials shall be such that the system does not influence
the pollutant concentration in the diluted exhaust gas. Should any component (heat exchanger, blower, etc.)
change the concentration of any pollutant gas in the diluted gas, the sampling for that pollutant shall be carried
out before that component if the problem cannot be corrected.

If the vehicle being tested is equipped with an exhaust pipe comprising several branches, the connecting tubes
shall be connected as near as possible to the vehicle without adversely affecting his operation.

Static pressure variations at the exhaust(s) of the vehicle shall remain within 1,25 kPa of the static pressure
variations measured during the dynamometer driving cycle and with no connection to the exhaust(s). Sampling
systems capable of maintaining the static pressure to within + 0,25 kPa are used if a written request from a manu-
facturer to the administration granting the approval substantiates the need for the closer tolerance. The back-
pressure shall be measured in the exhaust pipe as near as possible to its end or in an extension having the same
diameter.

The various valves used to direct the exhaust gases shall be of a quick-adjustment, quick-acting type.

The gas samples are collected in sample bags of adequate capacity. These bags shall be made of such materials as
will not change the pollutant gas by more than # 2 per cent after 20 minutes of storage.

Analytical equipment

Provisions

Pollutant gases shall be analysed with the following instruments:

Carbon monoxide (CO) and carbon dioxide (CO,) analysis:

Analysers shall be of the non-dispersive infra-red (NDIR) absorption type.
Hydrocarbons (HC) analysis — spark-ignition engines:

The analyser shall be of the flame ionisation (FID) type calibrated with propane gas expressed equivalent to car-
bon atoms (C,).

Hydrocarbons (HC) analysis — compression-ignition engines:

he analyser shall be of the flame ionisation type with detector, valves, pipework, etc., heated to 463 K (190 °C)
+ 10 K (HFID). It shall be calibrated with propane gas expressed equivalent to carbon atoms (C,).

Nitrogen oxide (NO,) analysis:

The analyser shall be either of the chemi-luminescent (CLA) or of the non-dispersive ultra-violet resonance absorp-
tion (NDUVR) type, both with an NO,-NO converter.

Particulates — Gravimetric determination of the particulates collected:

These particulates shall in each case be collected by two series-mounted filters in the sample gas flow. The quan-
tity of particulates collected by each pair of filters shall be as follows:

Vmix Ve
M=—"*%"m = m=M-4d-—%£
vV _-d

ep mix
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4.3.1.2.

4.3.1.3.

where:

Vep = flow through filters

Viix =  flow through tunnel

M = particulate mass (g/km)

Mjmie =  limit mass of particulates (limit mass in force, g/km)
m = mass of particulates collected by filters (g)

d = distance corresponding to the operating cycle (km)

The particulates sample rate (V,[V,
diameter filters are used).

shall be adjusted so that for M = Mj;;, 1 < m < 5 mg (when 47 mm

mix)

The filter surface shall consist of a material that is hydrophobic and inert towards the components of the exhaust
gas (fluorocarbon coated glass fibre filters or equivalent).

Accuracy

The analysers shall have a measuring range compatible with the accuracy required to measure the concentrations
of the exhaust gas sample pollutants.

Measurement error shall not exceed + 2 per cent (intrinsic error of analyser) disregarding the true value for the
calibration gases.

For concentrations of less than 100 ppm the measurement error shall not exceed * 2 ppm.

The ambient air sample shall be measured on the same analyser with an appropriate range.

The microgram balance used to determine the weight of all filters shall have accuracy of 5 pg (standard devia-
tion) and readability of 1 pg.

Ice-trap

No gas drying device shall be used before the analysers unless shown to have no effect on the pollutant content
of the gas stream.

Particular requirements for compression-ignition engines

A heated sample line for a continuous HC-analysis with the flame ionisation detector (HFID), including recorder
(R) shall be used. The average concentration of the measured hydrocarbons shall be determined by integration.
Throughout the test, the temperature of the heated sample line shall be controlled at 463 K (190 °C) + 10 K. The
heated sampling line shall be fitted with a heated filter (F,;) 99 per cent efficient with particles > 0,3 pm, to
extract any solid particles from the continuous flow of gas required for analysis.

The sampling system response time (from the probe to the analyser inlet) shall be no more than four seconds.

The HFID shall be used with a constant flow (heat exchanger) system to ensure a representative sample, unless
compensation for varying CFV or CFO flow is made.

The particulate sampling unit shall consist of a dilution tunnel, a sampling probe, a filter unit, a partial-flow
pump, and flow rate regulators and measuring units. The particulate-sampling part flow is drawn through two
series-mounted filters. The sampling probe for the test gas flow for particulates shall be so arranged within the
dilution tract that a representative sample gas flow can be taken from the homogeneous air/exhaust mixture and
an air/exhaust gas mixture temperature of 325 K (52 °C) is not exceeded immediately before the particulate filter.
The temperature of the gas flow in the flow metre may not fluctuate by more than £ 3 K, nor may the mass flow
rate fluctuate by more than + 5 per cent. Should the volume of flow change unacceptably as a result of excessive
filter loading, the test shall be stopped. When it is repeated, the rate of flow shall be decreased and/or a larger
filter used. The filters shall be removed from the chamber no earlier than an hour before the test begins.
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4.4.1.

4.4.2.

4.5.

The necessary particle filters shall be conditioned (as regards temperature and humidity) in an open dish which
has been protected against dust ingress for at least 8 and for not more than 56 hours before the test in an air-
conditioned chamber. After this conditioning the uncontaminated filters will be weighed and stored until they
are used. If the filters are not used within one hour of their removal from the weighing chamber they shall be
re-weighed.

The one-hour limit may be replaced by an eight-hour limit if one or both of the following conditions are met;
a stabilised filter is placed and kept in a sealed filter holder assembly with the ends plugged, or;

a stabilised filter is placed in a sealed filter holder assembly which is then immediately placed in a sample line
through which there is no flow.

Calibration

Each analyser shall be calibrated as often as necessary and in any case in the month before type approval testing
and at least once every six months for verifying conformity of production.

The calibration method to be used is described in Appendix 6 to this annex for the analysers referred to in
paragraph 4.3.1 above.

Volume measurement

The method of measuring total dilute exhaust volume incorporated in the constant volume sampler shall be
such that measurement is accurate to * 2 per cent.

Constant volume sampler calibration

The constant volume sampler system volume measurement device shall be calibrated by a method sufficient to
ensure the prescribed accuracy and at a frequency sufficient to maintain such accuracy.

An example of a calibration procedure which will give the required accuracy is given in Appendix 6 to this
annex. The method shall utilise a flow metering device which is dynamic and suitable for the high flow-rate
encountered in constant volume sampler testing. The device shall be of certified accuracy traceable to an approved
national or international standard.

Gases

Pure gases

The following pure gases shall be available, if necessary, for calibration and operation:

— purified nitrogen (purity: + 1 ppm C, £ 1 ppm CO, + 400 ppm CO,, * 0,1 ppm NO),

— purified synthetic air (purity: + 1 ppm C, £ 1 ppm CO, * 400 ppm CO,, * 0,1 ppm NO); oxygen content
between 18 and 21 per cent volume,

— purified oxygen (purity > 99,5 per cent vol. O,),
—  purified hydrogen (and mixture containing helium): (purity = 1 ppm C, + 400 ppm CO,),
— carbon monoxide (minimum purity 99,5 per cent),
— propane (minimum purity 99,5 per cent).
Calibration and span gases
Mixtures of gases having the following chemical compositions shall be available:
CgHg and purified synthetic air (see paragraph 4.5.1 of this annex),

— (O and purified nitrogen,
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4.6.

5.1.

— (€O, and purified nitrogen,

— NO and purified nitrogen. (The amount of NO, contained in this calibration gas shall not exceed 5 per cent

of the NO content.)

The true concentration of a calibration gas shall be within * 2 per cent of the stated figure.

The concentrations specified in Appendix 6 to this annex may also be obtained by means of a gas divider, dilut-
ing with purified N, or with purified synthetic air. The accuracy of the mixing device shall be such that the

concentrations of the diluted calibration gases may be determined to within + 2 per cent.

Additional equipment

Temperatures

The temperatures indicated in Appendix 8 shall be measured with an accuracy of + 1,5 K.

Pressure
The atmospheric pressure shall be measurable to within * 0,1 kPa.
Absolute humidity

The absolute humidity (H) shall be measurable to within + 5 per cent.

The exhaust gas-sampling system shall be verified by the method described in paragraph 3 of Appendix 7 to this

annex.

The maximum permissible deviation between the quantity of gas introduced and the quantity of gas measured is

5 per cent.

PREPARING THE TEST

Adjustment of inertia simulators to the vehicle’s translatory inertias

An inertia simulator shall be used enabling a total inertia of the rotating masses to be obtained proportional to

the reference mass within the following limits:

Reference mass of vehicle RW (kg)

Equivalent inertia I (kg)

RW < 480 455
480 < RW < 540 510
540 < RW < 595 570
595 <RW < 650 625
650 <RW < 710 680
710 <RW < 765 740
765 < RW < 850 800
850 < RW < 965 910

965 <RW <1080 1020
1080 <RW <1190 1130
1190 <RW <1 305 1250
1305 <RW <1420 1360
1420 <RW <1530 1470
1530 <RW <1640 1590
1640 <RW <1760 1700
1760 <RW <1870 1810
1870 <RW <1980 1930
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5.3.1.1.

5.3.1.2.

6.1.

6.1.1.

Reference mass of vehicle RW (kg) Equivalent inertia I (kg)
1980 <RW < 2100 2 040
2100 <RW <2210 2150
2210 <RW < 2 380 2270
2380 <RW <2610 2270

2610 <RW 2270

If the corresponding equivalent inertia is not available on the dynamometer, the larger value closest to the vehicle
reference mass will be used.

Setting of dynamometer

The load shall be adjusted according to methods described in paragraph 4.1.5 above.

The method used and the values obtained (equivalent inertia — characteristic adjustment parameter) shall be
recorded in the test report.

Conditioning of vehicle

For compression-ignition engined vehicles for the purpose of measuring particulates, at most 36 hours and at least
6 hours before testing, the Part Two cycle described in Appendix 1 to this annex shall be used. Three consecutive
cycles shall be driven. The dynamometer setting shall be indicated in paragraphs 5.1 and 5.2 above.

At the request of the manufacturer, vehicles fitted with positive-ignition engines may be preconditioned with
one Part One and two Part Two driving cycles.

After this preconditioning, specific for compression-ignition engines, and before testing, compression-ignition
and positive-ignition engined vehicles shall be kept in a room in which the temperature remains relatively con-
stant between 293 and 303 K (20 and 30 °C). This conditioning shall be carried out for at least six hours and
continue until the engine oil temperature and coolant, if any, are within + 2 K of the temperature of the room.

If the manufacturer so requests, the test shall be carried out not later than 30 hours after the vehicle has been
run at its normal temperature.

For positive-ignition engined vehicles fuelled with LPG or NG or so equipped that they can be fuelled with either
petrol or LPG or NG, between the tests on the first gaseous reference fuel and the second gaseous reference fuel,
the vehicle shall be preconditioned before the test on the second reference fuel. This preconditioning is done on
the second reference fuel by driving a preconditioning cycle consisting of one Part One (urban part) and two
times Part Two (extra-urban part) of the test cycle described in Appendix 1 to this annex. On the manufacturer’s
request and with the agreement of the technical service this preconditioning may be extended. The dynamom-
eter setting shall be the one indicated in paragraphs 5.1 and 5.2 of this annex.

The tyre pressures shall be the same as that specified by the manufacturer and used for the preliminary road test
for brake adjustment. The tyre pressure may be increased by up to 50 per cent from the manufacturer’s recom-
mended setting in the case of a two-roller dynamometer. The actual pressure used shall be recorded in the test
report.

PROCEDURE FOR BENCH TESTS

Special conditions for carrying out the cycle

During the test, the test cell temperature must be between 293 K and 303 K (20 °C and 30 °C). The absolute
humidity (H) of either the air in the test cell or the intake air of the engine shall be such that:

5,5 < H < 12,2 (g H,O/kg dry air)



9.3.2007

Official Journal of the European Union

L 70/239

6.2.

6.2.1.
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6.3.

6.4.

6.4.1.

6.4.2.

6.4.3.

6.5.

The vehicle shall be approximately horizontal during the test so as to avoid any abnormal distribution of the
fuel.

A current of air of variable speed shall be blown over the vehicle. The blower speed shall be such that, within the
operating range of 10 km/h to at least 50 km/h, the linear velocity of the air at the blower outlet is within
+ 5 km/h of the corresponding roller speed. The final selection of the blower shall have the following
characteristics:

— area: at least 0,2 m?

—  height of the lower edge above ground: approximately 20 cm

— distance from the front of the vehicle: approximately 30 cm.

As an alternative the blower speed shall be fixed at an air speed of at least 6 m/s (21,6 km/h).

For special vehicles (e. g. vans, off-road), the height of the cooling fan can also be modified at the request of the
manufacturer.

During the test the speed is recorded against time or collected by the data-acquisition system so that the correct-
ness of the cycles performed can be assessed.

Starting-up the engine

The engine shall be started up by means of the devices provided for this purpose according to the manufacturer’s
instructions, as incorporated in the drivers” handbook of production vehicles.

The first cycle starts on the initiation of the engine start-up procedure.

In the case of the use of LPG or NG as a fuel it is permissible that the engine is started on petrol and switched to
LPG or NG after a predetermined period of time which cannot be changed by the driver.

Idling
Manual-shift or semi-automatic gearbox, see Appendix 1 to this annex, tables 1.2 and 1.3.
Automatic-shift gearbox

After initial engagement the selector shall not be operated at any time during the test except in the case specified
in paragraph 6.4.3 below or if the selector can actuate the overdrive, if any.

Accelerations

Accelerations shall be so performed that the rate of acceleration is as constant as possible throughout the
operation.

If an acceleration cannot be carried out in the prescribed time, the extra time required shall be deducted from the
time allowed for changing gear, if possible, but otherwise from the subsequent steady-speed period.

Automatic-shift gearboxes

If an acceleration cannot be carried out in the prescribed time, the gear selector shall operate in accordance with
requirements for manual-shift gearboxes.

Decelerations

All decelerations of the elementary urban cycle (Part One) shall be effected by removing the foot completely
from the accelerator, the clutch remaining engaged. The clutch shall be disengaged, without use of the gear lever,
at the higher of the following speeds: 10 km/h or the speed corresponding to the engine idle speed.
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7.2.3.
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7.2.6.

7.2.7.

7.2.8.

All decelerations of the extra-urban cycle (Part Two) shall be effected by removing the foot completely from the
accelerator, the clutch remaining engaged. The clutch shall be disengaged, without use of the gear lever, at a
speed of 50 km/h for the last deceleration.

If the period of deceleration is longer than that prescribed for the corresponding phase, the vehicle’s brakes shall
be used to enable the timing of the cycle to be complied with.

If the period of deceleration is shorter than that prescribed for the corresponding phase, the timing of the theo-
retical cycle shall be restored by constant speed or idling period merging into the following operation.

At the end of the deceleration period (halt of the vehicle on the rollers) of the elementary urban cycle (Part One)
the gears shall be placed in neutral and the clutch engaged.

Steady speeds

‘Pumping’ or the closing of the throttle shall be avoided when passing from acceleration to the following steady
speed.

Periods of constant speed shall be achieved by keeping the accelerator position fixed.

PROCEDURE FOR SAMPLING AND ANALYSIS

Sampling

Sampling shall begin (BS) before or at the initiation of the engine start up procedure and end on conclusion of
the final idling period in the extra-urban cycle (Part Two, end of sampling (ES) or, in the case of test Type VI, on
conclusion of the final idling period of the last elementary urban cycle (Part One).

Analysis

The exhaust gases contained in the bag shall be analysed as soon as possible and in any event not later than
20 minutes after the end of the test cycle. The spent particulate filters shall be taken to the chamber no later than
one hour after conclusion of the test on the exhaust gases and shall there be conditioned for
between 2 and 36 hours and then be weighed.

Prior to each sample analysis, the analyser range to be used for each pollutant shall be set to zero with the
appropriate zero gas.

The analysers shall then be set to the calibration curves by means of span gases of nominal concentrations of
70 to 100 per cent of the range.

The analysers’ zeros shall then be rechecked. If the reading differs by more than 2 per cent of the range from
that set in paragraph 7.2.2 above, the procedure shall be repeated.

The samples shall then be analysed.

After the analysis, zero and span points shall be rechecked using the same gases. If these rechecks are within
+ 2 per cent of those in paragraph 7.2.3 above, the analysis shall be considered acceptable.

At all points in this paragraph, the flow-rates and pressures of the various gases shall be the same as those used
during calibration of the analysers.

The figure adopted for the content of the gases in each of the pollutants measured shall be that read off after
stabilisation of the measuring device. Hydrocarbon mass emissions of compression-ignition engines shall be cal-
culated from the integrated HFID reading, corrected for varying flow if necessary, as shown in Appendix 5 to
this annex.
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8.1.

8.2.

DETERMINATION OF THE QUANTITY OF GASEOUS AND PARTICULATE POLLUTANTS EMITTED

The volume considered

The volume to be considered shall be corrected to conform to the conditions of 101,33 kPa and 273,2 K.

Total mass of gaseous and particulate pollutants emitted

The mass M of each pollutant emitted by the vehicle during the test shall be determined by obtaining the prod-
uct of the volumetric concentration and the volume of the gas in question, with due regard for the following
densities under above-mentioned reference conditions:

— in the case of carbon monoxide (CO): d=1,25¢/l

— in the case of hydrocarbons:

—  for petrol (CH, 5) d=0,619¢l
—  for diesel (CH, g) d=0,619¢g/l
— for LPG (CH, 5,5) d=0,649 g/l
— or NG (CH,) d=0,714¢g/l
— in the case of nitrogen oxides (NO,): d=205¢/l

The mass m of particulate pollutant emissions from the vehicle during the test shall be defined by weighing the
mass of particulates collected by the two filters, m; by the first filter, m, by the second filter:

— if 0,95 (m; + m,) < m,, m = m;y,
— if 0,95 (m; + m,) > m,, m=m; +m,,
— ifm, >m,, the test is cancelled.

Appendix 8 to this annex gives calculations, followed by examples, used to determine the mass emissions of
gaseous and particulate pollutants.
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ANNEX 4

Appendix 1

BREAKDOWN OF THE OPERATING CYCLE USED FOR THE TYPE I TEST

1. OPERATING CYCLE

The operating cycle, made up of a Part One (urban cycle) and Part Two (extra-urban cycle), is illustrated in Figure 1/1.

2. ELEMENTARY URBAN CYCLE (Part One)

(See figure 1/2 and table 1.2.)

2.1. Breakdown by phases:

Time (s) Per cent
Idling 60 30,8 35,4
Idling, vehicle moving, clutch engaged on one com- 9 4,6
bination
Gear-changing 8 4,1
Accelerations 36 18,5
Steady-speed periods 57 29,2
Decelerations 25 12,8

195 100
2.2. Breakdown by use of gears:

Time (s) Per cent
Idling 60 30,8 35,4
Idling, vehicle moving, clutch engaged on one com- 9 4,6
bination
Gear-changing 8 4,1
First gear 24 12,3
Second gear 53 27,2
Third gear 41 21

195 100
2.3. General information:

— average speed during test: 19 km/h
— effective running time: 195s
— theoretical distance covered per cycle: 1,013 km

— equivalent distance for the four cycles: 4,052 km
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Table 1.2
Elementary urban operating cycle on the chassis dynamometer (Part One)
No of oo Accelera- | g g Duration of each Cumulative | ¢ . 6 be used in the
operation peration Phase (:l(/);]z) (km/h) Qpera— Phase (s) tl(rsx;e case of a manual gearbox
tion (5)
1 Idling 1 11 11 11 6sPM+5sK, ()
2 Acceleration 2 1,04 0-15 4 4 15 1
3 Steady speed 3 15 9 8 23 1
4 Deceleration 4 -0,69 15-10 2 5 25 1
5 Deceleration, -0,92 10-0 3 28 K; ()
clutch disengaged

6 Idling 5 21 21 49 16 sPM + 55K, ()
7 Acceleration 6 0,83 0-15 5 12 54 1
8 Gear change 2 56
9 Acceleration 0,94 15-32 5 61 2
10 Steady speed 7 32 24 24 85 2
11 Deceleration 8 -0,75 32-10 8 11 93 2
12 Deceleration, clutch disengaged -0,92 10-0 3 96 K, ()
13 Idling 9 0-15 0-15 21 117 16 sPM + 55K, ()
14 Acceleration 10 5 26 122 1
15 Gear change 2 124
16 Acceleration 0,62 15-35 9 133 2
17 Gear change 2 135
18 Acceleration 0,52 35-50 8 143 3
19 Steady speed 11 50 12 12 155 3
20 Deceleration 12 -0,52 50-35 8 8 163 3
21 Steady speed 13 35 13 13 176 3
22 Gear change 14 2 12 178
23 Deceleration -0,99 35-10 7 185 2
24 Deceleration clutch disengaged -0,92 10-0 3 188 K, ()
25 Idling 15 7 7 195 7 s PM ()

() PM = gearbox in neutral, clutch engaged. K,, K, = first or second gear engaged, clutch disengaged.




9.3.2007

Official Journal of the European Union

EN

L 70/244

s3

1591 [ 2d£, a3 10§ 324> Suneradp

1/1 231

Buydwes jo pu3 :g3

pe)s auibus ‘Buidwes jo Buiuuibeg :sg

0811

[CEITTE

00y

S61

S61

G6L

S61

81942 uequn Auejuswalg

sd
0l

- 02

- 0¢

- ov

I~ 0S

- 09

-0

- 08

- 06

- 00l

~ 0L

-0zl

om| ved

auQ Hed

\

(u/ws) peads



L 70/245

Official Journal of the European Union

~
S
(=)
N
oA
SN

1591 1 3d£, 311 10J SPA> ueqn Arejuswory

Z/1 a3y
sown sseyd feped
7 zl el 8 4 14 ¥4 I %4 z 54 - R 7 Y
sieqlunu soupnbeg
sz vz ez 23| 1z 0z Bl gL L 9l |SLbL €L ZL 1 oL 68 2 9 sly] e |z| 1
el 2 2T e 8 b g |2 6 |2 s 53 ¢l 8 vz S g[S 53 g2 8 |v| W
sown
002 $9pU00Dg 0
o e Y ¥ Wd| Tty
| 1 \ i/l
\ \ 11
\ SN {f
@ i M
5o i\ I
s A\ h w0
g\ Wl
i LR} L
[ \ /
g \ — Uyt Gl
5 W | IS—
5 ! _ 0z
2 \
4 \
w
—— i zg
| NSRS I ———
= ——yjwni G¢
ov
—— y/uni 0g
Jeabpiy = ¢
1ooB pUCoSS - 7 e e -
i o e €@ fuiod B iog pobeblis 1eeb pucoes 1o jsiy 1eebisiy = | e

Alleouiewost pauigwioo
seouBIe[0} (SPU0DSS O, %) 9|
pue (yus z 7) paad

— Buibugyo Jesb = Buiyoinoap = 3 'y

BuIyoINOap = 3

Y/ A




L 70/246

Official Journal of the European Union

9.3.2007

3.1.

3.2

3.3.

EXTRA-URBAN CYCLE (Part Two)

(See Figure 1/3 and Table 1.3)

Breakdown by phases:

Time (s) Per cent
Idling 20 5,0
Idling, vehicle moving, clutch engaged on one combination 20 5,0
Gear-shift 6 1,5
Accelerations 103 25,8
Steady-speed periods 209 52,2
Decelerations 42 10,5

400 100

Breakdown by use of gears:

Time (s) Per cent
1dling 20 5,0
Idling, vehicle moving, clutch engaged on one combination 20 5,0
Gear-shift 6 1,5
First gear 5 1,3
Second-gear 9 2,2
Third gear 8 2
Fourth gear 99 24,8
Fifth gear 233 58,2

400 100

General information:
— average speed during test: 62,6 km/h
— effective running time: 400 s
— theoretical distance covered per cycle: 6,955 km
— maximum speed: 120 km/h
—  maximum acceleration: 0,833 m/s”

—  maximum deceleration:

-1,389 m/s?
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Table 1.3
Extra-urban cycle (Part Two) for the Type I test
No of oo Accelera | gpeeg Duraton of cach Cumula- | e to be used in the
operation peration Phase thl’lz (km/h) Opera- tive time | 25 of a manual gearbox
(m/s?) tion (s) Phase (s) (s)
1 1dling 1 20 20 20 K, ()
2 Acceleration 12 0,83 0 5 41 25 1
3 Gear change 2 27 —
4 Acceleration 0,62 15-35 9 36 2
5 Gear change 2 38 —
6 Acceleration 0,52 35-30 8 46 3
7 Gear change 2 48 —
8 Acceleration 0,43 50-70 13 61 4
9 Steady speed 3 70 50 50 111 5
10 Deceleration 4 -0,69 70-50 8 8 119 4s-5+4s-4
11 Steady speed 5 50 69 69 188 4
12 Acceleration 6 0,43 50-70 13 13 201 4
13 Steady speed 7 70 50 50 251 5
14 Acceleration 8 0,24 70-100 35 35 286 5
15 Steady speed (2) 9 100 30 30 316 5()
16 Acceleration (2) 10 0,28 | 100-120 20 20 336 5)
17 Steady speed (2) 11 120 10 20 346 53
18 Deceleration () 12 -0,69 120-80 16 34 362 5()
19 Deceleration (2) -1,04 80-50 8 370 5()
20 Deceleration, clutch disengaged 1,39 50-0 10 380 K5 (1)
21 Idle 13 20 20 400 PM (1)
() PM = gearbox on neutral, clutch engaged. K, K; = first or second gear engaged, clutch disengaged.

(?) Additional gears can be used according to manufacturer recommendations if the vehicle is equipped with a transmission with more than five gears.
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1.2.2.

2.1.

2.2.

2.2.1.

2.2.2.

ANNEX 4

Appendix 2

CHASSIS DYNAMOMETER

DEFINITION OF A CHASSIS DYNAMOMETER WITH FIXED LOAD CURVE

Introduction

In the event that the total resistance to progress on the road cannot be reproduced on the chassis dynamometer
between speeds of 10 km/h and 120 km/h, it is recommended that a chassis dynamometer having the charac-
teristics defined below should be used.

Definition
The chassis dynamometer may have one or two rollers.
The front roller shall drive, directly or indirectly, the inertial masses and the power absorption device.

The load absorbed by the brake and the chassis dynamometer internal frictional effects between the speeds
of 0 and 120 km/h is as follows:

F=(a+b-V? 0,1 -Fy, (without being negative)

where:
— F = total load absorbed by the chassis dynamometer (N)
— a = value equivalent to rolling resistance (N)

b = value equivalent to coefficient of air resistance (N/(km/h)?)
— V= speed (km/h)
— Fgo = load at 80 km/h (N).

METHOD OF CALIBRATING THE DYNAMOMETER

Introduction

This Appendix describes the method to be used to determine the load absorbed by a dynamometer brake. The
load absorbed comprises the load absorbed by frictional effects and the load absorbed by the power-absorption
device.

The dynamometer is brought into operation beyond the range of test speeds. The device used for starting up the
dynamometer is then disconnected: the rotational speed of the driven roller decreases.

The kinetic energy of the rollers is dissipated by the power-absorption unit and by the frictional effects. This
method disregards variations in the roller’s internal frictional effects caused by rollers with or without the vehicle.
The frictional effects of the rear roller shall be disregarded when the roller is free.

Calibration of the load indicator to 80 km/h as a function of the load absorbed
The following procedure shall be used (see also Figure 2/1):

Measure the rotational speed of the roller if this has not already been done. A fifth wheel, a revolution counter
or some other method may be used.

Place the vehicle on the dynamometer or devise some other method of starting-up the dynamometer.
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2.2.3. Use the flywheel or any other system of inertia simulation for the particular inertia class to be used.

Figure 2/1

Diagram illustrating the power absorbed by the chassis dynamometer

z
o
<
°
0 20 40 60 80 100 120
SPEED (Km/h)
n=F=a+b-V2 o =(a+b-V2)-0,1-Feg A=(a+b-V2)+0,1-Fg

2.2.4.  Bring the dynamometer to a speed of 80 km/h.

2.2.5.  Note the load indicated F; (N).

2.2.6.  Bring the dynamometer to a speed of 90 km/h.

2.2.7.  Disconnect the device used to start-up the dynamometer.

2.2.8.  Note the time taken by the dynamometer to pass from a speed of 85 km/h to a speed of 75 km/h.
2.2.9.  Set the power-absorption device at a different level.

2.2.10. The requirements of paragraphs 2.2.4 to 2.2.9 shall be repeated sufficiently often to cover the range of loads
used.

2.2.11. Calculate the load absorbed using the formula:

MAV
F=—
t

where:

— F = load absorbed (N)

— M, = equivalent inertia in kg (excluding the inertial effects of the free rear roller)
— AV = Speed deviation in m/s (10 km/h = 2,775 m/s)

— t = time taken by the roller to pass from 85 km/h to 75 kmj/h.
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2.2.12. Figure 2/2 shows the load indicated at 80 km/h in terms of load absorbed at 80 km/h.

Figure 2/2
Load indicated at 80 km/h in terms of load absorbed at 80 km/h

1600 =

Load indcated (H)

Load atsorbed (M)

2.2.13. The requirements of paragraphs 2.2.3 to 2.2.12 above shall be repeated for all inertia classes to be used.

2.3. Calibration of the load indicator as a function of the absorbed load for other speeds.

The procedures described in paragraph 2.2. above shall be repeated as often as necessary for the chosen speeds.

2.4, Verification of the load-absorption curve of the dynamometer from a reference setting at a speed
of 80 km/h

2.4.1.  Place the vehicle on the dynamometer or devise some other method of starting-up the dynamometer.

2.4.2.  Adjust the dynamometer to the absorbed load (F) at 80 km/h.

2.43.  Note the load absorbed at 120, 100, 80, 60, 40 and 20 km/h.

2.4.4.  Draw the curve F(V) and verify that it corresponds to the requirements of paragraph 1.2.2 of this Appendix.

2.4.5.  Repeat the procedure set out in paragraphs 2.4.1 to 2.4.4 above for other values of power F at 80 km/h and for
other values of inertias.

2.5. The same procedure shall be used for force or torque calibration.
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3.

3.1.

3.1.3.1.

3.1.3.2.

3.1.3.3.

3.1.4.

3.1.4.1.

3.1.4.2.

3.1.4.3.

3.1.5.1.

3.1.5.2.

SETTING OF THE DYNAMOMETER

Setting method

Introduction

This method is not a preferred method and shall be used only with fixed load curve shape dynamometers for
determination of load setting at 80 km/h and cannot be used for vehicles with compression-ignition engines.

Test instrumentation

The vacuum (or absolute pressure) in the vehicle’s intake manifold shall be measured to an accuracy of
+ 0,25 kPa. It shall be possible to record this reading continuously or at intervals of no more than one sec-
ond. The speed shall be recorded continuously with a precision of + 0,4 km/h.

Road test

Ensure that the requirements of paragraph 4 of Appendix 3 to this annex are met.

Drive the vehicle at a steady speed of 80 km/h, recording speed and vacuum (or absolute pressure) in accordance
with the requirements of paragraph 3.1.2 above.

Repeat procedure set out in paragraph 3.1.3.2 above three times in each direction. All six runs must be com-
pleted within four hours.

Data reduction and acceptance criteria

Review results obtained in accordance with paragraphs 3.1.3.2 and 3.1.3.3 above. (Speed must not be lower
than 79,5 km/h or greater than 80,5 km/h for more than one second). For each run, read vacuum level at one
second intervals, calculate mean vacuum and standard deviation (s). This calculation shall consist of no less than
10 readings of vacuum.

The standard deviation must not exceed 10 per cent of the mean (v) for each run.

Calculate the mean value for the six runs (three runs in each direction).

Dynamometer setting

Preparation

Perform the operations specified in paragraphs 5.1.2.2.1 to 5.1.2.2.4 of Appendix 3 to this annex.

Load setting

After warm-up, drive the vehicle at a steady speed of 80 km/h and adjust dynamometer load to reproduce the
vacuum reading (v) obtained in accordance with paragraph 3.1.4.3 above. Deviation from this reading shall be
no greater than 0,25 kPa. The same instruments shall be used for this exercise as were used during the road test.
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3.2

3.2.1.

3.2.2.

Alternative method

With the manufacturer’s agreement the following method may be used.

The brake is adjusted so as to absorb the load exerted at the driving wheels at a constant speed of 80 km/h, in

accordance with the following table:

e s ol | Ao ndond ded b
a b
Rm (kg) kg kw N

N N/(km/h)
Rm < 480 455 3,8 171 3,8 0,0261
480 < Rm < 540 510 4,1 185 4,2 0,0282
540 <Rm < 595 570 4,3 194 4,4 0,0296
595 <Rm < 650 625 4,5 203 4,6 0,0309
650 <Rm < 710 680 4,7 212 4,8 0,0323
710 <Rm < 765 740 4,9 221 5,0 0,0337
765 < Rm < 850 800 51 230 52 0,0351
850 <Rm < 965 910 5,6 252 5,7 0,0385
965 <Rm <1080 1020 6,0 270 6,1 0,0412
1080 <Rm <1190 1130 6,3 284 6,4 0,0433
1190 <Rm <1 305 1250 6,7 302 6,8 0,046
1305 <Rm <1420 1360 7,0 315 7,1 0,0481
1420 <Rm <1530 1470 7,3 329 7,4 0,0502
1530 <Rm <1640 1590 7,5 338 7,6 0,0515
1640 <Rm <1760 1700 7,8 351 7.9 0,0536
1760 <Rm <1870 1810 8,1 365 8,2 0,0557
1870 <Rm <1980 1930 8,4 378 8,5 0,0577
1980 <Rm <2100 2 040 8,6 387 8,7 0,0591
2100 <Rm < 2210 2150 8,8 396 8,9 0,0605
2210 <Rm < 2380 2270 9,0 405 9,1 0,0619
2380 <Rm=<2610 2270 9,4 423 9,5 0,0646
2610 <Rm 2270 9,8 441 9,9 0,0674

In the case of vehicles other than passenger cars, with a reference mass of more than 1 700 kg or vehicles with
permanent all-wheel drive, the power values given in the table set out in paragraph 3.2.1 above are multiplied by

the factor 1,3.
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ANNEX 4

Appendix 3

RESISTANCE TO PROGRESS OF A VEHICLE MEASUREMENT METHOD ON THE ROAD SIMULATION
ON A CHASSIS DYNAMOMETER

1. OBJECT OF THE METHODS

The object of the methods defined below is to measure the resistance to progress of a vehicle at stabilised
speeds on the road and to simulate this resistance on a dynamometer, in accordance with the conditions set
out in paragraph 4.1.5 of Annex 4.

2. DEFINITION OF THE ROAD

The road shall be level and sufficiently long to enable the measurements specified below to be made. The slope
shall be constant to within + 0,1 per cent and shall not exceed 1,5 per cent.

3. ATMOSPHERIC CONDITIONS

3.1. Wind

Testing shall be limited to wind speeds averaging less than 3 m/s with peak speeds of less than 5 m/s. In addi-
tion, the vector component of the wind speed across the test road shall be less than 2 m/s. Wind velocity shall
be measured 0,7 m above the road surface.

3.2. Humidity

The road shall be dry.

3.3. Pressure — Temperature

Air density at the time of the test shall not deviate by more than + 7,5 per cent from the reference conditions,
P=100kPaand T = 293,2 K.

4. VEHICLE PREPARATION (%)

4.1. Selection of the test vehicle

If not all variants of a vehicle type are measured, the following criteria for the selection of the test vehicle shall
be used.

41.1.  Body

If there are different types of body, the test shall be performed on the least aecrodynamic body. The manufac-
turer shall provide the necessary data for the selection.

4.1.2. Tyres

The widest tyre shall be chosen. If there are more than three tyre sizes, the widest minus one shall be chosen.

(") For HEV, and until uniform technical provisions have been established, the manufacturer will agree with the technical service concern-
ing the status of the vehicle when performing the test as defined in this appendix.
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4.2.

4.3.

4.4.

4.4.1.

4.4.2.

4.4.3.

4.4.4.

5.1.

5.1.1.

5.1.1.1.

Testing mass

The testing mass shall be the reference mass of the vehicle with the highest inertia range.

Engine

The test vehicle shall have the largest heat exchanger(s).

Transmission
A test shall be carried out with each type of the following transmission:

— front-wheel drive,
— rear-wheel drive,
—  full-time 4 x 4,

— part-time 4 x 4,
— automatic gearbox,

— manual gearbox.

Running-in
The vehicle shall be in normal running order and adjustment after having been run-in for at least 3 000 km. The

tyres shall be run-in at the same time as the vehicle or have a tread depth within 90 and 50 per cent of the
initial tread depth.

Verifications
The following checks shall be made in accordance with the manufacturer’s specifications for the use considered:

—  wheels, wheel trims, tyres (make, type, pressure),
— front axle geometry,
—  brake adjustment (elimination of parasitic drag), lubrication of front and rear axles,

— adjustment of the suspension and vehicle level, etc.

Preparation for the test

The vehicle shall be loaded to its reference mass. The level of the vehicle shall be that obtained when the centre
of gravity of the load is situated midway between the R’ points of the front outer seats and on a straight line
passing through those points.

In the case of road tests, the windows of the vehicle shall be closed. Any covers of air climatisation systems,
headlamps, etc. shall be in the non-operating position.

The vehicle shall be clean.

Immediately prior to the test, the vehicle shall be brought to normal running temperature in an appropriate
manner.

METHODS

Energy variation during coast-down method

On the road

Test equipment and error
Time shall be measured to an error lower than + 0,1 s.

Speed shall be measured to an error lower than * 2 per cent.
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5.1.1.2.

5.1.1.2.1.

5.1.1.2.2.

5.1.1.2.3.

5.1.1.2.4.

5.1.1.2.5.

5.1.1.2.6.

5.1.1.2.7.

5.1.1.2.8.

Test procedure

Accelerate the vehicle to a speed 10 km/h greater than the chosen test speed V.

Place the gearbox in ‘neutral’ position

Measure the time taken (t;) for the vehicle to decelerate from speed

V, =V +AV km/h to V, =V - AV km/h

Perform the same test in the opposite direction: t,

Take the average T of the two times t, B t,

Repeat these tests several times such that the statistical accuracy (p) of the average

n
T= —ZTi is not more than 2 per cent (p < 2 per cent)
i=1

The statistical accuracy (p) is defined by:

-
|

= coefficient given by the table below,
— n = number of tests,

standard deviation

%)
1}

n 4 5 6 7 8 9 10 11 12 13 14 15
t 3,2 2,8 2,6 2,5 2,4 2,3 2,3 2,2 2,2 2,2 2,2 2,2
t/\/n 1,6 1,25 | 1,06 | 0,94 | 0,85 | 0,77 | 0,73 0,66 | 0,64 | 0,61 0,59 0,57

Calculate the power by the formula:

M-V-AV
P
where:
— P = isexpressed in kW,
— V= speed of the test in ms,
— AV = speed deviation from speed V, in m/s
— M = reference mass in kg
— T = time in seconds (s)

The power (P) determined on the track shall be corrected to the reference ambient conditions as follows:

PCorrected =K- PMeasured

R, R
K= _R“ Rt 1)+ — (&)
Ry Ry \p
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5.1.2.1.

5.1.2.2.

where:

— Ry = rolling resistance at speed V

— Rugro = aerodynamic drag at speed V

— Rg = total driving resistance = Ry + Rppro

— Ki = temperature correction factor of rolling resistance, taken to be equal to: 8,64 A 107*/°C,
or the manufacturer’s correction actor that is approved by the authority

— t = road test ambient temperature in °C

— = reference ambient temperature = 20 °C

— p = air density at the test conditions

— Po = air density at the reference conditions (20 °C, 100 kPa)

The ratios Ry /Ry and R ppo/Ry shall be specified by the vehicle manufacturer based on the data normally avail-
able to the company.

If these values are not available, subject to the agreement of the manufacturer and the technical service con-
cerned, the figures for the rolling/total resistance given by the following formula may be used:

R
L=a-M+b
RT

where:
— M = vehicle mass in kg,

— and for each speed the coefficients a and b are shown in the following table:

V (km/h) a b
20 7,24 A107° 0,82
40 1,59 A107* 0,54
60 1,96 A107* 0,33
80 1,85 A107°* 0,23
100 1,63 A107* 0,18
120 1,57 A107* 0,14

On the dynamometer

Measurement equipment and accuracy

The equipment shall be identical to that used on the road.

Test procedure

5.1.2.2.1. Install the vehicle on the test dynamometer.

5.1.2.2.2. Adjust the tyre pressure (cold) of the driving wheels as required by the dynamometer.

5.1.2.2.3. Adjust the equivalent inertia of the dynamometer.

5.1.2.2.4. Bring the vehicle and dynamometer to operating temperature in a suitable manner.

5.1.2.2.5. Carry out the operations specified in paragraph 5.1.1.2 above (with the exception of paragraphs 5.1.1.2.4

and 5.1.1.2.5), replacing M by I in the formula set out in paragraph 5.1.1.2.7.
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5.1.2.2.6.

5.1.2.2.7.

5.2.

5.2.1.

5.2.1.1.

5.2.1.2.

5.2.1.2.1.

5.2.1.2.2.

5.2.1.2.3.

5.2.1.2.4.

5.2.1.2.5.

5.2.1.2.6.

5.2.1.2.7.

5.2.2.

5.2.2.1.

Adjust the brake to reproduce the corrected power (paragraph 5.1.1.2.8) and to take into account the differ-
ence between the vehicle mass (M) on the track and the equivalent inertia test mass (I) to be used. This may be
done by calculating the mean corrected road coast down time from V, to V, and reproducing the same time
on the dynamometer by the following relationship:

T

mesured

I
Tcorrecled = K ﬁ

K = value specified in paragraph 5.1.1.2.8 above.

The power P, to be absorbed by the dynamometer shall be determined in order to enable the same power
(paragraph 5.1.1.2.8) to be reproduced for the same vehicle on different days.

Torque measurements method at constant speed

On the road
Measurement equipment and error

Torque measurement shall be carried out with an appropriate measuring device accurate to within + 2 per
cent.

Speed measurement shall be accurate to within + 2 per cent.
Test procedure
Bring the vehicle to the chosen stabilised speed V.

Record the torque C, and speed over a period of at least 20 seconds. The accuracy of the data recording system
shall be at least £ 1 Nm for the torque and + 0,2 km/h for the speed.

Differences in torque C, and speed relative to time shall not exceed 5 per cent for each second of the measure-
ment period.

The torque C, is the average torque derived from the following formula:

1 ferac
CH=EJ‘1 C(t)dt

The test shall be carried out three times in each direction. Determine the average torque from these six mea-
surements for the reference speed. If the average speed deviates by more than 1 km/h from the reference speed,
a linear regression shall be used for calculating the average torque.

Determine the average of these two torques C; and C,,, i.e. C.
The average torque Cy determined on the track shall be corrected to the reference ambient conditions as follows:
C =K-C

Tcorrected — Tmeasured

where K has the value specified in paragraph 5.1.1.2.8 of this appendix.

On the dynamometer
Measurement equipment and error

The equipment shall be identical to that used on the road.
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5.2.2.2. Test procedure
5.2.2.2.1. Perform the operations specified in paragraphs 5.1.2.2.1 to 5.1.2.2.4 above.
5.2.2.2.2. Perform the operations specified in paragraphs 5.2.1.2.1 to 5.2.1.2.4 above.

5.2.2.2.3. Adjust the power absorption unit to reproduce the corrected total track torque indicated in paragraph 5.2.1.2.7
above.

5.2.2.2.4. Proceed with the same operations as in paragraph 5.1.2.2.7, for the same purpose.
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2.1.

2.2.

ANNEX 4

Appendix 4

VERIFICATION OF INERTIAS OTHER THAN MECHANICAL

OBJECT

The method described in this appendix makes it possible to check that the simulated total inertia of the dynamom-
eter is carried out satisfactorily in the running phase of the operating cycle. The manufacturer of the dynamometer
shall specify a method for verifying the specifications according to paragraph 3. below.

PRINCIPLE

Drawing-up working equations

Since the dynamometer is subjected to variations in the rotating speed of the roller(s), the force at the surface of
the roller(s) can be expressed by the formula:

F=l-y=ly-y+F

where:
— F = force at the surface of the roller(s)
— I = total inertia of the dynamometer (equivalent inertia of the vehicle: see the table in paragraph 5.1)

— Iy = inertia of the mechanical masses of the dynamometer
— y = tangential acceleration at roller surface

— F, = inertia force

Note: An explanation of this formula with reference to dynamometers with mechanically simulated inertia’s is
appended.

Thus, total inertia is expressed as follows:

I:Im+Fl/Y

where:

— I, can be calculated or measured by traditional methods,

— F, can be measured on the dynamometer,

— vy can be calculated from the peripheral speed of the rollers.

The total inertia (I) will be determined during an acceleration or deceleration test with values higher than or equal
to those obtained on an operating cycle.

Specification for the calculation of total inertia

The test and calculation methods shall make it possible to determine the total inertia I with a relative error (Alfl) of
less than * 2 per cent.
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3. SPECIFICATION

3.1.  The mass of the simulated total inertia I shall remain the same as the theoretical value of the equivalent inertia (see
paragraph 5.1 of Annex 4) within the following limits:

3.1.1. % 5 per cent of the theoretical value for each instantaneous value;
3.1.2. £ 2 per cent of the theoretical value for the average value calculated for each sequence of the cycle.

3.2, The limit given in paragraph 3.1.1 above is brought to + 50 per cent for one second when starting and, for vehicles
with manual transmission, for two seconds during gear changes.

4. VERIFICATION PROCEDURE
4.1.  Verification is carried out during each test throughout the cycle defined in paragraph 2.1 of Annex 4.

4.2.  However, if the requirements of paragraph 3 above are met, with instantaneous accelerations which are at least
three times greater or smaller than the values obtained in the sequences of the theoretical cycle, the verification
described above will not be necessary.
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ANNEX 4

Appendix 5

DEFINITION OF GAS-SAMPLING SYSTEMS

1. INTRODUCTION
1.1. There are several types of sampling devices capable of meeting the requirements set out in paragraph 4.2 of
Annex 4.

The devices described in paragraphs 3.1 and 3.2 shall be deemed acceptable if they satisfy the main criteria
relating to the variable dilution principle.

1.2 In its communications, the laboratory shall mention the system of sampling used when performing the test.
2. CRITERIA RELATING TO THE VARIABLE-DILUTION SYSTEM FOR MEASURING EXHAUST-GAS EMISSIONS
2.1. Scope

This section shall specify the operating characteristics of an exhaust-gas sampling system intended to be used
for measuring the true mass emissions of a vehicle exhaust in accordance with the provisions of this Regulation.

The principle of variable-dilution sampling for measuring mass emissions shall require three conditions to be

satisfied:

2.1.1. The vehicle exhaust gases shall be continuously diluted with ambient air under specified conditions;

2.1.2. The total volume of the mixture of exhaust gases and dilution air shall be measured accurately;

2.1.3. A clc)nFinuously proportional sample of the diluted exhaust gases and the dilution air shall be collected for
analysis.

Mass gaseous emissions shall be determined from the proportional sample concentrations and the total vol-
ume measured during the test. The sample concentrations shall be corrected to take account of the pollutant
content of the ambient air.

In addition, where vehicles are equipped with compression-ignition engines, their particulate emissions shall
be plotted.

2.2 Technical summary
Figure 5/1 gives a schematic diagram of the sampling system.

2.2.1.1. The vehicle exhaust gases shall be diluted with a sufficient amount of ambient air to prevent any water con-
densation in the sampling and measuring system.

2.2.2. The exhaust-gas sampling system shall be so designed as to make it possible to measure the average volume
concentrations of the CO,, CO, HC and NO,, and, in addition, in the case of vehicles equipped with
compression-ignition engines, of the particulate emissions, contained in the exhaust gases emitted during the
vehicle testing cycle.

2.2.3. The mixture of air and exhaust gases shall be homogeneous at the point where the sampling probe is located
(see paragraph 2.3.1.2 below).

2.2.4. The probe shall extract a representative sample of the diluted gases.

2.2.5. The system shall enable the total volume of the diluted exhaust gases to be measured.
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2.2.6.

2.2.7.

2.2.8.

2.2.9.

2.3.

2.3.1.1.

2.3.1.2.

2.3.3.1.

2.3.3.2.

2.3.3.3.

2.3.3.4.

The sampling system shall be gas-tight. The design of the variable-dilution sampling system and the materials
that go to make it up shall be such that they do not affect the pollutant concentration in the diluted exhaust
gases. Should any component in the system (heat exchanger, cyclone separator, blower, etc.) change the con-
centration of any of the pollutants in the diluted exhaust gases and the fault cannot be corrected, then sam-
pling for that pollutant shall be carried out upstream from that component.

If the vehicle tested is equipped with an exhaust system with several outlets, the connecting tubes shall be
connected by a manifold installed as near as possible to the vehicle.

The gas samples shall be collected in sampling bags of adequate capacity so as not to hinder the gas flow
during the sampling period. These bags shall be made of materials which will not affect the concentration of
pollutant gases (see paragraph 2.3.4.4 below).

The variable-dilution system shall be so designed as to enable the exhaust gases to be sampled without appre-
ciably changing the back-pressure at the exhaust pipe outlet (see paragraph 2.3.1.1 below).

Specific requirements
Exhaust-gas collection and dilution device

The connecting tube between the vehicle exhaust outlets and the mixing chamber shall be as short as pos-
sible; it shall in no event:

(i) cause the static pressure at the exhaust outlets on the vehicle being tested to differ by more than
+ 0,75 kPa at 50 km/h or more than + 1,25 kPa for the whole duration of the test from the static pres-
sures recorded when nothing is connected to the vehicle exhaust outlets. The pressure shall be measured
in the exhaust outlet or in an extension having the same diameter, as near as possible to the end of the

pipe;
(i) change the nature of the exhaust gas.

Provision shall be made for a mixing chamber in which the vehicle exhaust gases and the dilution air are
mixed so as to produce a homogeneous mixture at the chamber outlet.

The homogeneity of the mixture in any cross-paragraph at the location of the sampling probe shall not vary
by more than 2 per cent from the average of the values obtained for at least five points located at equal
intervals on the diameter of the gas stream. In order to minimise the effects on the conditions at the exhaust
outlet and to limit the drop in pressure inside the dilution-air conditioning device, if any, the pressure inside
the mixing chamber shall not differ by more than * 0,25 kPa from atmospheric pressure.

Suction device/volume measuring device

This device may have a range of fixed speeds as to ensure sufficient flow to prevent any water condensation.
This result is generally obtained by keeping the concentration of CO, in the dilute exhaust gas sampling bag
lower than 3 per cent by volume.

Volume measurement

The volume measuring device shall retain its calibration accuracy to within + 2 per cent under all operating
conditions. If the device cannot compensate for variations in the temperature of the mixture of exhaust gases
and dilution air at the measuring point, a heat exchanger shall be used to maintain the temperature to within
t 6 K of the specified operating temperature.

If necessary, a cyclone separator may be used to protect the volume measuring device.

A temperature sensor shall be installed immediately before the volume measuring device. This temperature
sensor shall have an accuracy and a precision of + 1 K and a response time of 0,1 s at 62 per cent of a given
temperature variation (value measured in silicone oil).

The pressure measurements shall have a precision and an accuracy of + 0,4 kPa during the test.

The measurement of the pressure difference from atmospheric pressure shall be taken upstream from and, if
necessary, downstream from the volume measuring device.



Figure 5/1

Diagram of a variable-dilution system for measuring exhaust gas emissions
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Gas sampling
Dilute exhaust gases

The sample of dilute exhaust gases shall be taken upstream from the suction device but downstream from the
conditioning devices (if any).

The flow rate shall not deviate from the average by more than + 2 per cent.

The sampling rate shall not fall below 5 litres per minute and shall not exceed 0,2 per cent of the flow rate of
the dilute exhaust gases.

Dilution air

A sample of the dilution air shall be taken at a constant flow rate near the ambient air-inlet (after the filter if
one is fitted).

The air shall not be contaminated by exhaust gases from the mixing area.

The sampling rate for the dilution air shall be comparable to that used in the case of the dilute exhaust gases.
Sampling operations

The materials used for the sampling operations shall be such as not to change the pollutant concentration.
Filters may be used in order to extract the solid particles from the sample.

Pumps are required in order to convey the sample to the sampling bag(s).

Flow control valves and flow-meters are needed in order to obtain the flow-rates required for sampling.

Quick-fastening gas-tight connections may be used between the three-way valves and the sampling bags, the
connections sealing themselves automatically on the bag side. Other systems may be used for conveying the
samples to the analyser (three-way stop valves, for example).

The various valves used for directing the sampling gases shall be of the quick-adjusting and quick-acting type.

Storage of the sample

The gas samples shall be collected in sampling bags of adequate capacity so as not to reduce the sampling
rate. The bags shall be made of a material such as will not change the concentration of synthetic pollutant
gases by more than 2 per cent after 20 minutes.

Additional sampling unit for the testing of vehicles equipped with a compression-ignition engine

Unlike the taking of gas samples from vehicles equipped with spark-ignition engines, the hydrocarbon and
particulate sampling points are located in a dilution tunnel.

In order to reduce heat losses in the exhaust gases between the exhaust outlet and the dilution tunnel inlet,
the pipe may not be more than 3,6 m long, or 6,1 m long if heat insulated. Its internal diameter may not
exceed 105 mm.

Predominantly turbulent flow conditions (Reynolds number > 4 000) shall apply in the dilution tunnel, which
shall consist of a straight tube of electrically-conductive material, in order to guarantee that the diluted exhaust
gas is homogeneous at the sampling points and that the samples consist of representative gases and particu-
lates. The dilution tunnel shall be at least 200 mm in diameter and the system shall be earthed.

The particulate sampling system shall consist of a sampling probe in the dilution tunnel and two series-
mounted filters. Quick-acting valves shall be located both up and downstream of the two filters in the direc-
tion of flow.

The configuration of the sample probe shall be as indicated in Figure 5/2.
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The particulate sampling probe shall meet the following conditions:

It shall be installed near the tunnel centreline, roughly ten tunnel diameters downstream of the gas inlet, and
have an internal diameter of at least 12 mm.

The distance from the sampling tip to the filter mount shall be at least five probe diameters, but shall not
exceed 1 020 mm.

The sample gas flow measuring unit shall consist of pumps, gas flow regulators and flow measuring units.

The hydrocarbon sampling system shall consist of a heated sampling probe, line, filter and pump. The sam-
pling probe shall be installed at the same distance from the exhaust gas inlet as the particulate sampling probe,
in such a way that neither interferes with samples taken by the other. It shall have a minimum internal diam-
eter of 4 mm.

All heated parts shall be maintained at a temperature of 463 K (190 °C) £ 10 K by the heating system.

If it is not possible to compensate for variations in the flow rate provision shall be made for a heat exchanger
and a temperature control device as specified in paragraph 2.3.3.1 so as to ensure that the flow rate in the
system is constant and the sampling rate accordingly proportional.

DESCRIPTION OF THE DEVICES

Variable dilution device with positive displacement pump (PDP-CVS) (Figure 5/3)

The positive displacement pump — constant volume sampler (PDP-CVS) satisfies the requirements of this
Annex by metering the flow of gas through the pump at constant temperature and pressure. The total vol-
ume is measured by counting the revolutions made by the calibrated positive displacement pump. The pro-
portional sample is achieved by sampling with pump, flow-meter and flow control valve at a constant flow
rate.

Figure 5/3 is a schematic drawing of such a sampling system. Since various configurations can produce accu-
rate results, exact conformity with the drawing is not essential. Additional components such as instruments,
valves, solenoids and switches may be used to provide additional information and co-ordinate the functions
of the component system.

The sampling equipment consists of:

A filter (D) for the dilution air, which can be preheated if necessary. This filter shall consist of activated char-
coal sandwiched between two layers of paper, and shall be used to reduce and stabilise the hydrocarbon con-
centrations of ambient emissions in the dilution air;

A mixing chamber (M) in which exhaust gas and air are mixed homogeneously;

A heat exchanger (H) of a capacity sufficient to ensure that throughout the test the temperature of the
air/exhaust-gas mixture measured at a point immediately upstream of the positive displacement pump is
within 6 K of the designed operating temperature. This device shall not affect the pollutant concentrations of
diluted gases taken off after for analysis;

A temperature control system (TC), used to preheat the heat exchanger before the test and to control its
temperature during the test, so that deviations from the designed operating temperature are limited to 6 K;

The positive displacement pump (PDP), producing a constant-volume flow of the air/exhaust-gas mixture; the
flow capacity of the pump shall be large enough to eliminate water condensation in the system under all
operating conditions which may occur during a test; this can be generally ensured by using a positive
displacement pump with a flow capacity:

twice as high as the maximum flow of exhaust gas produced by accelerations of the driving cycle, or

sufficient to ensure that the CO, concentration in the dilute-exhaust sample bag is less than 3 per cent by
volume for petrol and diesel, less than 2,2 per cent by volume for LPG and less than 1,5 per cent by volume
for NG.
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3.1.3.6. A temperature sensor (T,), (accuracy and precision * 0,4 kPa), fitted immediately upstream of the volume
meter and used to register the pressure difference between the gas mixture and the ambient air;

3.1.3.7. A pressure gauge (G,), (accuracy and precision * 0,4 kPa), fitted immediately upstream of the positive dis-
placement pump and used to register the pressure gradient between the gas mixture and the ambient air;

3.1.3.8. Another pressure gauge (G,), accuracy and precision * 0,4 kPa), fitted so that the differential pressure between
pump inlet and pump outlet can be registered;

3.1.3.9. Two sampling probes (S; and S,) for continuous sampling of the dilution air and of the diluted exhaust-
gas/air mixture;

3.1.3.10. A filter (F), to extract solid particles from the flows of gas collected for analysis;

3.1.3.11.  Pumps (P), to collect a constant flow of the dilution air as well as of the diluted exhaust-gas/air mixture dur-
ing the test;

3.1.3.12.  Flow controllers (N), to ensure a constant uniform flow of the gas samples taken during the course of the test
from sampling probes S, and S, and flow of the gas samples shall be such that, at the end of each test, the
quantity of the samples is sufficient for analysis (approx. 10 litres per minute);

3.1.3.13.  Flow meters (FL), for adjusting and monitoring the constant flow of gas samples during the test;

3.1.3.14.  Quick-acting valves (V), to divert a constant flow of gas samples into the sampling bags or to the outside
vent;

3.1.3.15.  Gas-tight, quick-lock coupling elements (Q) between the quick-acting valves and the sampling bags; the cou-
pling shall close automatically on the sampling-bag side; as an alternative, other ways of transporting the
samples to the analyser may be used (three-way stopcocks, for instance);

3.1.3.16.  Bags (B), for collecting samples of the diluted exhaust gas and of the dilution air during the test; they shall be
of sufficient capacity not to impede the sample flow; the bag material shall be such as to affect neither the
measurements themselves nor the chemical composition of the gas samples (for instance: laminated
polyethylene/polyamide films, or fluorinated polyhydrocarbons);

3.1.3.17. A digital counter (C), to register the number of revolutions performed by the positive displacement pump
during the test.

3.1.4. Additional equipment required when testing compression-ignition-engined vehicles

To comply with the requirements of paragraphs 4.3.1.1 and 4.3.2 of Annex 4, the additional components
within the dotted lines in Figure 5/3 shall be used when testing compression-ignition-engined vehicles:

— F, is a heated filter,

— S is a hydrocarbon sampling point,

— Vv is a heated multi-way valve,

— Q is a quick connector to allow the ambient air sample B, to be analysed on the HFID,
— HFID is a heated flame ionisation analyser,

— RandI  are a means of integrating and recording the instantaneous hydrocarbon concentrations,

— L, is a heated sample line.

All heated components shall be maintained at 463 K (190 °C) + 10 K.

Particulate sampling system:

— S, Sampling probe in the dilution tunnel,

— Filter unit consisting of two series-mounted filters; switching arrangement for further parallel-
mounted pairs of filters,

—  Sampling line,

—  Pumps, flow regulators, flow measuring units.
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Critical-flow venturi dilution device (CFV-CVS) (Figure 5/4)

The use of a critical-flow venturi in connection with the CVS sampling procedure is based on the principles
of flow mechanics for critical flow. The variable mixture flow rate of dilution and exhaust gas is maintained
at sonic velocity which is directly proportional to the square root of the gas temperature. Flow is continually
monitored, computed and integrated throughout the test.

The use of an additional critical-flow sampling venturi ensures the proportionality of the gas samples taken.
As both pressure and temperature are equal at the two venturi inlets the volume of the gas flow diverted for
sampling is proportional to the total volume of diluted exhaust-gas mixture produced, and thus the require-
ments of this annex are met.

Figure 5[4 is a schematic drawing of such a sampling system. Since various configurations can produce accu-
rate results, exact conformity with the drawing is not essential. Additional components such as instruments,
valve, solenoids, and switches may be used to provide additional information and co-ordinate the functions
of the component system.

The collecting equipment consists of:

A filter (D) for the dilution air, which can be preheated if necessary: the filter shall consist of activated char-
coal sandwiched between layers of paper, and shall be used to reduce and stabilise the hydrocarbon back-
ground emission of the dilution air;

A mixing chamber (M), in which exhaust gas and air are mixed homogeneously;
A cyclone separator (CS), to extract particles;
Two sampling probes (S, and S,) for taking samples of the dilution air, as well as of the diluted exhaust gas;

A sampling critical-flow venturi (SV), to take proportional samples of the diluted exhaust gas at sampling
probe S,;

A filter (F), to extract solid particles from the gas flows diverted for analysis;
Pumps (P), to collect part of the flow of air and diluted exhaust gas in bags during the test;

A flow controller (N), to ensure a constant flow of the gas samples taken in the course of the test from sam-
pling probe S;; the flow of the gas samples shall be such that, at the end of the test, the quantity of the
samples is sufficient for analysis (approx. 10 litres per minute);

A snubber (PS), in the sampling line;
Flow meters (FL), for adjusting and monitoring the flow of gas samples during tests;
Quick-acting solenoid valves (V), to divert a constant flow of gas samples into the sampling bags or the vent;

Gas-tight, quick-lock coupling elements (Q), between the quick-acting valves and the sampling bags; the cou-
plings shall close automatically on the sampling-bag side. As an alternative, other ways of transporting the
samples to the analyser may be used (three-way stop-cocks, for instance).

Bags (B) for collecting samples of the diluted exhaust gas and the dilution air during the tests; they shall be of
sufficient capacity not to impede the sample flow; the bag material shall be such as to affect neither the mea-
surements themselves nor the chemical composition of the gas samples (for instance: laminated
polyethylene/polyamide films, or fluorinated poly-hydrocarbons);

A pressure gauge (G), which shall be precise and accurate to within + 0,4 kPa;

A temperature sensor (T), which is precise and accurate to within + 1 K and has a response time of 0,1 sec-
onds to 62 per cent of a temperature change (as measured in silicon oil);

A measuring critical-flow venturi tube (MV), to measure the flow volume of the diluted exhaust gas;



Ambient air

Y

Figure 5/3

Constant volume sampler with positive displacement pump (PDP-CVS)

To vent

o

)

z

Lo
T
N

To vent

To vent

Zero air

HFID

Va

N
HC - span gas
By z i
N

S

Required for diesel testing only

To vent

0/T/0L 1

]

uorun) ueadoing 2y jo [ewIno( [eRIO

£00T°¢°6



Figure 5/4

Constant volume sampler with critical-flow venturi (CFV-CVS System)
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3.2.4.

A blower (BL), of sufficient capacity to handle the total volume of diluted exhaust gas;

The capacity of the CFV-CVS system shall be such that, under all operating conditions which may possibly occur
during a test, there will be no condensation of water. This is generally ensured by using a blower whose
capacity is:

twice as high as the maximum flow of exhaust gas produced by accelerations of the driving cycle; or

sufficient to ensure that the CO, concentration in the dilute exhaust sample bag is less than 3 per cent by
volume.

Additional equipment required when testing compression-ignition-engined vehicles

To comply with the requirements of paragraphs 4.3.1.1 and 4.3.2 of Annex 4, the additional components
shown within the dotted lines of Figure 5/4 shall be used when testing compression-ignition-engined vehicles.

— F, is a heated filter,

— S is a hydrocarbon sample,

— Vv is a heated multi-way valve,

— Q is a quick connector to allow the ambient air sample B, to be analysed on the HFID,

— HFID is a heated flame ionisation analyser,

— RandI are a means of integrating and recording the instantaneous hydrocarbon concentrations,
— L, is a heated sample line.

All heated components shall be maintained at 463 K (190 °C) £ 10 K.

If compensation for varying flow is not possible, then a heat exchanger (H) and temperature control system
(T.) as described in paragraph 3.1.3 of this Appendix will be required to ensure constant flow through the
venturi (M,) and thus proportional flow through S, particulate sampling system.

— S,
—_ Fp

Sampling probe in dilution tunnel,

Filter unit, consisting of two series-mounted filters; switching unit for further parallel-
mounted pairs of filters,

—  Sampling line,

—  Pumps, flow regulators, flow measuring units.
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ANNEX 4

Appendix 6

METHOD OF CALIBRATING THE EQUIPMENT

ESTABLISHMENT OF THE CALIBRATION CURVE

Each normally used operating range is calibrated in accordance with the requirements of paragraph 4.3.3. of
Annex 4 by the following procedure.

The analyser calibration curve is established by at least five calibration points spaced as uniformly as possible.
The nominal concentration of the calibration gas of the highest concentration shall be not less than 80 per cent
of the full scale.

The calibration curve is calculated by the least squares method. If the resulting polynomial degree is greater
than 3, the number of calibration points shall be at least equal to this polynomial degree plus 2.

The calibration curve shall not differ by more than + 2 per cent from the nominal value of each calibration gas.
Trace of the calibration curve

From the trace of the calibration curve and the calibration points, it is possible to verify that the calibration has
been carried out correctly. The different characteristic parameters of the analyser shall be indicated, particularly:

— the scale,

— the sensitivity,

— the zero point,

— the date of carrying out the calibration.

If it can be shown to the satisfaction of the technical service that alternative technology (e.g. computer, electroni-
cally controlled range switch, etc.) can give equivalent accuracy, then these alternatives may be used.

Verification of the calibration
Each normally used operating range shall be checked prior to each analysis in accordance with the following.

The calibration shall be checked by using a zero gas and a span gas whose nominal value is within 80-95 per
cent of the supposed value to be analysed.

If, for the two points considered, the value found does not differ by more than * 5 per cent of the full scale from
the theoretical value, the adjustment parameters may be modified. Should this not be the case, a new calibration
curve shall be established in accordance with paragraph 1 of this appendix.

After testing, zero gas and the same span gas are used for re-checking. The analysis is considered acceptable if
the difference between the two measuring results is less than 2 per cent.

CHECKING FOR FID HYDROCARBON RESPONSE

Detector response optimisation

The FID shall be adjusted, as specified by the instrument manufacturer. Propane in air should be used, to opti-
mise the response, on the most common operating range.
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Calibration of the HC analyser

The analyser should be calibrated using propane in air and purified synthetic air. See paragraph 4.5.2 of Annex 4
(calibration and span gases).

Establish a calibration curve as described in paragraphs 1.1 to 1.5 of this Appendix.

Response factors of different hydrocarbons and recommended limits

The response factor (Rf), for a particular hydrocarbon species is the ratio of the FID C, reading to the gas cylin-
der concentration, expressed as ppm C,.

The concentration of the test gas shall be at a level to give a response of approximately 80 per cent of full-scale
deflection, for the operating range. The concentration shall be known, to an accuracy of £ 2 per cent in refer-
ence to a gravimetric standard expressed in volume. In addition, the gas cylinder shall be pre-conditioned for
24 hours at a temperature between 293 K and 303 K (20 and 30 °C).

Response factors should be determined when introducing an analyser into service and thereafter at major service
intervals. The test gases to be used and the recommended response factors are:

— Methane and purified air: 1,00 <Rf < 1,15
— or 1,00 <Rf < 1,05 for NG fuelled vehicles
— Propylene and purified air: 0,90 < Rf < 1,00
— Toluene and purified air: 0,90 < Rf < 1,00

Relative to a response factor (Rf) of 1,00 for propane and purified air.

Oxygen interference check and recommended limits

The response factor shall be determined as described in paragraph 2.3 above. The test gas to be used and recom-
mended response factor range is:

Propane and nitrogen: 0,95 <Rf < 1,05

EFFICIENCY TEST OF THE NO, CONVERTER
The efficiency of the converter used for the conversion of NO, into NO is tested as follows:

Using the test set up as shown in Figure 6/1 and the procedure described below, the efficiency of converters can
be tested by means of an ozonator.

Calibrate the analyzer in the most common operating range following the manufacturer’s specifications using
zero and span gas (the NO content of which shall amount to about 80 per cent of the operating range and the
NO, concentration of the gas mixture shall be less than 5 per cent of the NO concentration). The NO, analyser
shall be in the NO mode so that the span gas does not pass through the converter. Record the indicated
concentration.

Via a T-fitting, oxygen or synthetic air is added continuously to the span gas flow until the concentration indi-
cated is about 10 per cent less than the indicated calibration concentration given in paragraph 3.1 above. Record
the indicated concentration (C). The ozonator is kept deactivated throughout this process.

The ozonator is now activated to generate enough ozone to bring the NO concentration down to 20 per cent
(minimum 10 per cent) of the calibration concentration given in paragraph 3.1 above. Record the indicated
concentration (d).

The NO, analyser is then switched to the NO, mode, which means that the gas mixture (consisting of NO, NO,,
0, and N,) now passes through the converter. Record the indicated concentration (a).
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Figure 6/1

Diagram of NO, converter efficiency devices

Flow control solenoid valve
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Analyser inlet connector
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3.5. The ozonator is now deactivated. The mixture of gases described in paragraph 3.2. above passes through the

converter into the detector. Record the indicated concentration (b).

3.6. With the ozonator deactivated, the flow of oxygen or synthetic air is also shut off. The NO, reading of the analy-
ser shall then be no more than 5 per cent above the figure given in paragraph 3.1 above.

3.7. The efficiency of the NO, converter is calculated as follows:

a-b

Efficiency (per cent) =|1 + 3 100

c—
3.8. The efficiency of the converter shall not be less than 95 per cent.
3.9. The efficiency of the converter shall be tested at least once a week.
4. CALIBRATION OF THE CVS SYSTEM
4.1. The CVS system shall be calibrated by using an accurate flow-meter and a restricting device. The flow through the

system shall be measured at various pressure readings and the control parameters of the system measured and
related to the flows.

4.1.1.  Various types of flow-meter may be used, e.g. calibrated venturi, laminar flow-meter, calibrated turbine-meter,
provided that they are dynamic measurement systems and can meet the requirements of paragraphs 4.4.1
and 4.4.2 of Annex 4.

4.1.2.  The following paragraphs give details of methods of calibrating PDP and CFV units, using a laminar flow-meter,
which gives the required accuracy, together with a statistical check on the calibration validity.
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Calibration of the positive displacement pump (PDP)

The following calibration procedure outlines the equipment, the test configuration and the various parameters
which are measured to establish the flow-rate of the CVS pump. All the parameters related to the pump are
simultaneously measured with the parameters related to the flow-meter which is connected in series with the
pump. The calculated flow-rate (given in m?/min. at pump inlet, absolute pressure and temperature) can then be
plotted versus a correlation function which is the value of a specific combination of pump parameters. The lin-
ear equation which relates the pump flow and the correlation function is then determined. In the event that a
CVS has a multiple speed drive, a calibration for each range used shall be performed.

This calibration procedure is based on the measurement of the absolute values of the pump and flow-meter
parameters that relate the flow rate at each point. Three conditions shall be maintained to ensure the accuracy and
integrity of the calibration curve:

The pump pressures shall be measured at tappings on the pump rather than at the external piping on the pump
inlet and outlet. Pressure taps that are mounted at the top centre and bottom centre of the pump drive headplate
are exposed to the actual pump cavity pressures, and therefore reflect the absolute pressure differentials;

Temperature stability shall be maintained during the calibration. The laminar flow-meter is sensitive to inlet tem-
perature oscillations which cause the data points to be scattered. Gradual changes of + 1 K in temperature are
acceptable as long as they occur over a period of several minutes;

All connections between the flow-meter and the CVS pump shall be free of any leakage.

During an exhaust emission test, the measurement of these same pump parameters enables the user to calculate
the flow rate from the calibration equation.

Figure 6/2 of this appendix shows one possible test set-up. Variations are permissible, provided that they are
approved by the administration granting the approval as being of comparable accuracy. If the set-up shown in
Appendix 5, Figure 5/3, is used, the following data shall be found within the limits of precision given:

— barometric pessure (corrected) (Py) +0,03 kPa
— ambient temperature (T) +0,2K
— air temperature at LFE (ETI) +0,15K
— pressure depression upstream of LFE (EPI) +0,01 kPa
— pressure drop across the LFE matrix (EDP) +0,0015 kPa
— air temperature at CVS pump inlet (PTI) +0,2K
— air temperature at CVS pump outlet (PTO) +0,2K
— pressure depression at CVS pump inlet (PPI) +0,22 kPa
— pressure head at CVS pump outlet (PPO) +0,22 kPa
— pump revolutions during test period (n) + 1 1/min
— eclapsed time for period (minimum 250 s) (t) +0,1s

After the system has been connected as shown in Figure 6/2 of this Appendix, set the variable restrictor in the
wide-open position and run the CVS pump for 20 minutes before starting the calibration.

Reset the restrictor valve to a more restricted condition in an increment of pump inlet depression (about 1 kPa)
that will yield a minimum of six data points for the total calibration. Allow the system to stabilise for three
minutes and repeat the data acquisition.

Data analysis

The air flow rate (Q,) at each test point is calculated in standard m?/min. from the flow-meter data using the
manufacturer’s prescribed method.

The air flow-rate is then converted to pump flow (V,) in m?[rev at absolute pump inlet temperature and pressure.
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Q T, 10133

O n 2732 P,

— Vo = pump flow rate at T, and P, given in m’[rev.,
— Q, = air flow at 101,33 kPa and 273,2 K given in mz/min.,

— T, = pump inlet temperature (K),

absolute pump inlet pressure (kPa),

pump speed in min".

|
=
1

To compensate for the interaction of pump speed pressure variations at the pump and the pump slip rate, the
correlation function (x,) between the pump speed (n), the pressure differential from pump inlet to pump outlet

and the absolute pump outlet pressure is then calculated as follows:

1 [ap
x, = =\ =2
n P

€

where:

— X, = correlation function,

— AP, = pressure differential from pump inlet to pump outlet (kPa),

— P, = absolute outlet pressure (PPO + Py) (kPa).

e

A linear least-square fit is performed to generate the calibration equations which have the formulae:
Vo =Dg =M (xo)
n=A-B(AP,)

Dy, M, A and B are the slope-intercept constants describing the lines.

Figure 6/2
PDP-CVS calibration configuration
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4.2.4.3. A CVS system that has multiple speeds shall be calibrated on each speed used. The calibration curves generated
for the ranges shall be approximately parallel and the intercept values (D) shall increase as the pump flow range

4.3.

Figure 6/3

CFV-CVS calibration configuration
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decreases.

If the calibration has been performed carefully, the calculated values from the equation will be within 0.5 per
cent of the measured value of V. Values of M will vary from one pump to another. Calibration is performed at

pump start-up and after major maintenance.

Calibration of the critical-flow venturi (CFV)

Calibration of the CFV is based upon the flow equation for a critical venturi:

K -P

\4

Q=—F
T

where:

— Q, = flow,

— K, = calibration coefficient,
— P = absolute pressure (kPa),
— T = absolute temperature (K).

Gas flow is a function of inlet pressure and temperature.

The calibration procedure described below establishes the value of the calibration coefficient at measured values

of pressure, temperature and air flow.
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The manufacturer’s recommended procedure shall be followed for calibrating electronic portions of the CFV.

Measurements for flow calibration of the critical flow venturi are required and the following data shall be found
within the limits of precision given:

— barometric pressure (corrected) (Py,) + 0,03 kPa,
— LFE air temperature, flow-meter (ETI) +0,15K,

— pressure depression upstream of LFE (EPI) + 0,01 kPa,
— pressure drop across (EDP) LFE matrix + 0,0015 kPa,
— air flow (Qy) + 0,5 per cent,
— CFV inlet depression (PPI) + 0,02 kPa,
— temperature at venturi inlet (T,) +0,2 K.

The equipment shall be set up as shown in figure 3 of this Appendix and checked for leaks. Any leaks between
the flow-measuring device and the critical-flow venturi will seriously affect the accuracy of the calibration.

The variable-flow restrictor shall be set to the open position, the blower shall be started and the system stabi-
lised. Data from all instruments shall be recorded.

The flow restrictor shall be varied and at least eight readings across the critical flow range of the venturi shall be
made.

The data recorded during the calibration shall be used in the following calculations.

The air flow-rate (Q,) at each test point is calculated from the flow-meter data using the manufacturer’s pre-
scribed method.

Calculate values of the calibration coefficient for each test point:

-
v PV
where:
— Q, = flow-rate in mg/min at 273,2 K and 101,33 kPa,
— T, = temperature at the venturi inlet (K),
— P, = absolute pressure at the venturi inlet (kPa).

Plot K, as a function of venturi inlet pressure. For sonic flow, K, will have a relatively constant value. As pressure
decreases (vacuum increases) the venturi becomes unchoked and K, decreases. The resultant K, changes are not
permissible.

For a minimum of eight points in the critical region, calculate an average K, and the standard deviation.

If the standard deviation exceeds 0,3 per cent of the average K,, take corrective action.
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2.1.

3.1.

ANNEX 4
Appendix 7
TOTAL SYSTEM VERIFICATION

To comply with the requirements of paragraph 4.7 of Annex 4, the total accuracy of the CVS sampling system and
analytical system shall be determined by introducing a known mass of a pollutant gas into the system whilst it is
being operated as if during a normal test and then analysing and calculating the pollutant mass according to the
formulae in Appendix 8 to Annex 4 except that the density of propane shall be taken as 1,967 grams per litre at
standard conditions. The following two techniques are known to give sufficient accuracy.

Metering a constant flow of pure gas (CO or C;Hg) using a critical flow orifice device

A known quantity of pure gas (CO or C3Hy) is fed into the CVS system through the calibrated critical orifice. If the
inlet pressure is high enough, the flow-rate (g), which is adjusted by means of the critical flow orifice, is independent
of orifice outlet pressure (critical flow). If deviations exceeding 5 per cent occur, the cause of the malfunction shall
be determined and corrected. The CVS system is operated as in an exhaust emission test for about 5 to 10 minutes.
The gas collected in the sampling bag is analysed by the usual equipment and the results compared to the concen-
tration of the gas samples which was known beforehand.

Metering a limited quantity of pure gas (CO or C;Hg) by means of a gravimetric technique
The following gravimetric procedure may be used to verify the CVS system.

The weight of a small cylinder filled with either carbon monoxide or propane is determined with a precision of
+ 0,01 g. For about 5 to 10 minutes, the CVS system is operated as in a normal exhaust emission test, while CO or
propane is injected into the system. The quantity of pure gas involved is determined by means of differential weigh-
ing. The gas accumulated in the bag is then analysed by means of the equipment normally used for exhaust-gas
analysis. The results are then compared to the concentration figures computed previously.
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ANNEX 4
Appendix 8

1.1.

1.2.

1.2.1.

1.2.2.

1.2.3.

CALCULATION OF THE MASS EMISSIONS OF POLLUTANTS

GENERAL PROVISIONS

Mass emissions of gaseous pollutants shall be calculated by means of the following equation:

where:

mix

V_Q -k C-10°
Mi: mix Ql dh i 1)

mass emission of the pollutant i in grams per kilometer,

volume of the diluted exhaust gas expressed in litres per test and corrected to standard conditions
(273,2 K and 101,33 kPa),

density of the pollutant i in grams per litre at normal temperature and pressure (273,2 K
and 101,33 kPa),

humidity correction factor used for the calculation of the mass emissions of oxides of nitrogen.
There is no humidity correction for HC and CO,

concentration of the pollutant i in the diluted exhaust gas expressed in ppm and corrected by the
amount of the pollutant i contained in the dilution air,

distance corresponding to the operating cycle in kilometres.

Volume determination

Calculation of the volume when a variable dilution device with constant flow control by orifice or venturi is used

Record continuously the parameters showing the volumetric flow, and calculate the total volume for the dura-
tion of the test.

Calculation of volume when a positive displacement pump is used

The volume of diluted exhaust gas measured in systems comprising a positive displacement pump is calculated
with the following formula:

V=V, N

volume of the diluted gas expressed in litres per test (prior to correction),

volume of gas delivered by the positive displacement pump in testing conditions in litres per revo-
lution,

number of revolutions per test.

Correction of the diluted exhaust-gas volume to standard conditions

The diluted exhaust-gas volume is corrected by means of the following formula:

in which:

Vo= VoK - 2

mi

PB_PI)

p

273,2 (K)

K, = —————=12,6961 (K/kP. 3
' 101,33 (kPa) (K/kba) %
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1.3.

1.4.

where:

barometric pressure in the test room in kPa,

vacuum at the inlet to the positive displacement pump in kPa relative to the ambient barometric
pressure,

average temperature of the diluted exhaust gas entering the positive displacement pump during the
test (K).

Calculation of the corrected concentration of pollutants in the sampling bag

C,=C-C,
1 € DF

i
I-— 4

concentration of the pollutant i in the diluted exhaust gas, expressed in ppm and corrected by the
amount of i contained in the dilution air,

measured concentration of pollutant i in the diluted exhaust gas, expressed in ppm,
concentration of pollutant i in the air used for dilution, expressed in ppm,

dilution factor.

The dilution factor is calculated as follows:

For petrol and diesel

DF = 134 - for petrol and diesel (5a)
Ccoz *(Cuc + Ceo) " 10

DF = 119 — for LPG (5b)
Ccoz * (Cye * Ceo) 7 10

DF = %3 - For NG (5¢)
Co+ (Cye + Ceo) - 10

In these equations:

Cco2
Chic

CCO

= concentration of CO, in the diluted exhaust gas contained in the sampling bag, expressed in per

cent volume,

= concentration of HC in the diluted exhaust gas contained in the sampling bag, expressed in ppm

carbon equivalent,

= concentration of CO in the diluted exhaust gas contained in the sampling bag, expressed in ppm.

Determination of the no humidity correction factor

In order to correct the influence of humidity on the results of oxides of nitrogen, the following calculations are

applied:

in which:

1
k =
b 1-0,0329- (H-1071)

(6)

_ 6211-R P,

—-2
P,~P,-R 10

absolute humidity expressed in grams of water per kilogram of dry air,
relative humidity of the ambient air expressed as a percentage,
saturation vapour pressure at ambient temperature expressed in kPa,

atmospheric pressure in the room, expressed in kPa.
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1.5.

1.5.1.1.

1.5.1.2.

1.5.1.3.

1.5.2.1.

1.5.2.2.

Example

Data

Ambient conditions:

— ambient temperature: 23 °C = 297,2 K,
—  barometric pressure: P, = 101,33 kPa,

— relative humidity: R, = 60 per cent,

— saturation vapour pressure: Py = 2,81 kPa of H,O at 23 °C.

Volume measured and reduced to standard conditions (paragraph 1)

V=51,961m?

Analyser readings:

Diluted exhaust sample Dilution-air sample
HC (1) 92 ppm 3,0 ppm
(€0) 470 ppm 0 ppm
NO, 70 ppm 0 ppm
Cco, 1,6 per cent by volume 0,03 per cent by volume

(") In ppm carbon equivalent.

Calculations

Humidity correction factor (k) (see formula 6)

_ 6211-R-P,

Rnk el
P,—P,-R 10

6,211 60
H= —
101,33 - (2,81-60,10 )

H = 10,5092
1
k, =
1-0,0329 - (H-10,71)
L 1
b 1-0,0329 - (10,5092-10,71)
k, = 0,9934

Dilution factor (DF) (see formula (5))

13,4
DF =

2
Ccoz * (CyctCo) 110

13,4
DF =

1,6 +(92+4,70) 10"

DF = 8,091
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1.5.2.3. Calculation of the corrected concentration of pollutants in the sampling bag:

HC, mass emissions (see formulae (4) and (1))

1
My = Cic * Vanix " Quic E

Quce = 0,619 in the case of petrol or diesel
Quc = 0,649 in the case of LPG
Quce = 0,714 in the case of NG

1
Mye = 89,371~51,961~0,619-1O’6-a

CO, mass emissions (see formula (1))

1
Mo = Cco " Vimix " Qco a
Qo = 125
1
Mo = 470 51,961 -1.25-107° - a
30,5
Mco = a4 glkm

NO, mass emissions (see formula (1))

1
MNOx = CNoX *Vinix * QNox ' kH : a
Quo, = 205
1
Myo, =  70-51,961-2,05-0,9934-107¢ g
7,14
Myo., = — gfkm

* d
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2.

2.1

2.2.

SPECIAL PROVISIONS FOR VEHICLES EQUIPPED WITH COMPRESSION-IGNITION ENGINES

Determination of HC for compression-ignition engines

To calculate HC-mass emission for compression-ignition engines, the average HC concentration is calculated as
follows:

[Chye - dt
- 0)
C* HLoh
where:
t2
— [Cyerde < integral of the recording of the heated FID over the test (t, — t)
tl
— C. = concentration of HC measured in the diluted exhaust in ppm of C, is substituted for Cy;¢ in

all relevant equations.
Determination of particulates

Particulate emission M,, (g/km) is calculated by means of the following equation:

_ (Vmix * Vep) ) Pe

where exhaust gases are returned to the tunnel,

where:

Viix = Volume of diluted exhaust gases (see paragraph 1.1), under standard conditions,
Vep = Volume of exhaust gas flowing through particulate filter under standard conditions,
P, = Particulate mass collected by filters,

Distance corresponding to the operating cycle in km,

d
M, = Particulate emission in g/km.
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2.1.

2.2.

2.2.1.

2.3.

2.4.

2.5.

2.5.1.1.

2.5.2.1.

2.5.2.2.

2.5.2.3.

2.5.2.4.

2.5.2.4.1.

2.5.2.4.2.

ANNEX 5
TYPE II TEST

(Carbon monoxide emission test at idling speed)

INTRODUCTION

This annex describes the procedure for the Type II test defined in paragraph 5.3.2 of this Regulation.

CONDITIONS OF MEASUREMENT
The fuel shall be the reference fuel, specifications for which are given in Annexes 10 and 10a to this Regulation.

During the test, the environmental temperature shall be between 293 and 303 K (20 and 30 °C). The engine shall
be warmed up until all temperatures of cooling and lubrication means and the pressure of lubrication means have
reached equilibrium.

Vehicles that are fuelled either with petrol or with LPG or NG shall be tested with the reference fuel(s) used for
the Type I test.

In the case of vehicles with manually-operated or semi-automatic-shift gearboxes, the test shall be carried out
with the gear lever in the ‘neutral’ position and with the clutch engaged.

In the case of vehicles with automatic-shift gearboxes, the test shall be carried out with the gear selector in
either the ‘neutral’ or the ‘parking’ position.

Components for adjusting the idling speed
Definition

For the purposes of this Regulation, ‘components for adjusting the idling speed’ means controls for changing the
idling conditions of the engine which may be easily operated by a mechanic using only the tools described in
paragraph 2.5.1.1 below. In particular, devices for calibrating fuel and air flows are not considered as adjust-
ment components if their setting requires the removal of the set-stops, an operation which cannot normally be
performed except by a professional mechanic.

Tools which may be used to control components for adjusting the idling speed: screwdrivers (ordinary or cross-
headed), spanners (ring, open-end or adjustable), pliers, Allen keys.

Determination of measurement points
A measurement at the setting in accordance with the conditions fixed by the manufacturer is performed first;

For each adjustment component with a continuous variation, a sufficient number of characteristic positions
shall be determined.

The measurement of the carbon-monoxide content of exhaust gases shall be carried out for all the possible
positions of the adjustment components, but for components with a continuous variation only the positions
defined in paragraph 2.5.2.2 above shall be adopted.

The Type II test shall be considered satisfactory if one or both of the two following conditions is met:
none of the values measured in accordance with paragraph 2.5.2.3 above exceeds the limit values;

the maximum content obtained by continuously varying one of the adjustment components while the other
components are kept stable does not exceed the limit value, this condition being met for the various combina-
tions of adjustment components other than the one which was varied continuously.



9.3.2007 Official Journal of the European Union L 70/287

2.5.2.5.

2.5.2.5.1.

2.5.2.5.2.

2.5.2.6.

3.1.

3.2.

3.3.

3.4.

The possible positions of the adjustment components shall be limited:

on the one hand, by the larger of the following two values: the lowest idling speed which the engine can reach;
the speed recommended by the manufacturer, minus 100 revolutions per minute;

on the other hand, by the smallest of the following three values:

the highest speed the engine can attain by activation of the idling speed components;
the speed recommended by the manufacturer, plus 250 revolutions per minute;

the cut-in speed of automatic clutches.

In addition, settings incompatible with correct running of the engine shall not be adopted as measurement
settings. In particular, when the engine is equipped with several carburettors all the carburettors shall have the
same setting.

SAMPLING OF GASES

The sampling probe shall be inserted into the exhaust pipe to a depth of at least 300 mm into the pipe con-
necting the exhaust with the sampling bag and as close as possible to the exhaust.

The concentration in CO (Cce) and CO, (Cco,) shall be determined from the measuring instrument readings
or recordings, by use of appropriate calibration curves.

The corrected concentration for carbon monoxide regarding four-stroke engines is:

15

CCO corr = CCOC +C
co co
2

(per cent vol.)

The concentration in Cq, (see paragraph 3.2) measured according to the formulae contained in paragraph 3.3
need not be corrected if the total of the concentrations measured (Ce + Ceo,) is for four-stroke engines at
least:

—  for petrol: 15 per cent,
—  for LPG: 13,5 per cent,
—  for NG: 11,5 per cent.
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2.1.

2.2

3.1.

3.2.

4.1.

5.1.

5.2.

5.3.

5.4.

5.5.

ANNEX 6
TYPE III TEST

(Verifying emissions of crankcase gases)

INTRODUCTION

This annex describes the procedure for the Type III test defined in paragraph 5.3.3 of this Regulation.

GENERAL PROVISIONS

The Type III test shall be carried out on a vehicle with positive-ignition engine, which has been, subjected to the
Type I and the Type II test, as applicable.

The engines tested shall include leak-proof engines other than those so designed that even a slight leak may cause
unacceptable operating faults (such as flat-twin engines).

TEST CONDITIONS
Idling shall be regulated in conformity with the manufacturer’'s recommendations.

The measurement shall be performed in the following three sets of conditions of engine operation:

Condition Number Vehicle speed (km/h)
1 Idling
2 50 + 2 (in 3rd gear or ‘drive)
3 50 + 2 (in 3rd gear or ‘drive)
Condition Number Power absorbed by the brake
1 Nil
2 That corresponding to the setting for Type I test at 50 km/h
3 That for conditions No 2, multiplied by a factor of 1,7

TEST METHOD

For the operation conditions as listed in paragraph 3.2 above, reliable function of the crankcase ventilation system
shall be checked.

METHOD OF VERIFICATION OF THE CRANKCASE VENTILATION SYSTEM
The engine’s apertures shall be left as found.

The pressure in the crankcase shall be measured at an appropriate location. It shall be measured at the dip-stick
hole with an inclined-tube manometer.

The vehicle shall be deemed satisfactory if, in every condition of measurement defined in paragraph 3.2 above, the
pressure measured in the crankcase does not exceed the atmospheric pressure prevailing at the time of measurement.

For the test by the method described above, the pressure in the intake manifold shall be measured to within + 1 kPa.

The vehicle speed as indicated at the dynamometer shall be measured to within £ 2 km/h.
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5.6.

5.7.

6.1.

6.2.

6.3.

6.4.

6.5.

The pressure measured in the crankcase shall be measured to within + 0,01 kPa.

If in one of the conditions of measurement defined in paragraph 3.2 above, the pressure measured in the crank-
case exceeds the atmospheric pressure, an additional test as defined in paragraph 6 below shall be performed if so
requested by the manufacturer.

ADDITIONAL TEST METHOD
The engine’s apertures shall be left as found.

A flexible bag impervious to crankcase gases and having a capacity of approximately five litres shall be connected
to the dipstick hole. The bag shall be empty before each measurement.

The bag shall be closed before each measurement. It shall be opened to the crankcase for five minutes for each
condition of measurement prescribed in paragraph 3.2 above.

The vehicle shall be deemed satisfactory if, in every condition of measurement defined in paragraph 3.2 above, no
visible inflation of the bag occurs.

Remark

. If the structural layout of the engine is such that the test cannot be performed by the methods described in para-

graphs 6.1 to 6.4 above, the measurements shall be effected by that method modified as follows:

. Before the test, all apertures other than that required for the recovery of the gases shall be closed;

. The bag shall be placed on a suitable take-off which does not introduce any additional loss of pressure and is

installed on the recycling circuit of the device directly at the engine-connection aperture.
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TYPE III TEST

See detail (i)

Ln
/

L

]

See detall (i)

Take-off

(a) Direct recycling at slight vacuum (b) Indirect recycling at slight vacuum

Crankcase

Vent
— /
(i) Connection of take-off bag
™, ..-—'5,1
Control valve
e
/ Control valve —e=— /
See detail (i)
(c) Double-circuit direct recycling (d) Venting of crankcase with control valve

(the bag must be connected to the vent)
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2.1.

2.2.

2.3.

3.2

3.2.1.

4.1.

4.2

ANNEX 7
TYPE IV TEST

(Determination of evaporative emissions from vehicles with positive-ignition engines)

INTRODUCTION
This annex describes the procedure of the Type IV test according to paragraph 5.3.4 of this Regulation.

This procedure describes a method for the determination of the loss of hydrocarbons by evaporation from the
fuel systems of vehicles with positive-ignition engines.

DESCRIPTION OF TEST

The evaporative emissions test (Figure 7/1 below) is designed to determine hydrocarbon evaporative emissions
as a consequence of diurnal temperatures fluctuation, hot soaks during parking, and urban driving. The test
consists of these phases:

Test preparation including an urban (Part One) and extra-urban (Part Two) driving cycle,
Hot soak loss determination,
Diurnal loss determination.

Mass emissions of hydrocarbons from the hot soak and the diurnal loss phases are added up to provide an
overall result for the test.

VEHICLE AND FUEL

Vehicle

The vehicle shall be in good mechanical condition and have been run in and driven at least 3 000 km before
the test. The evaporative emission control system shall be connected and have been functioning correctly over
this period and the carbon canister(s) shall have been subject to normal use, neither undergoing abnormal purg-
ing nor abnormal loading.

Fuel

The appropriate reference fuel shall be used, as defined in Annex 10 to this Regulation.

TEST EQUIPMENT FOR EVAPORATIVE TEST

Chassis dynamometer

The chassis dynamometer shall meet the requirements of Annex 4.

Evaporative emission measurement enclosure

The evaporative emission measurement enclosure shall be a gas-tight rectangular measuring chamber able to
contain the vehicle under test. The vehicle shall be accessible from all sides and the enclosure when sealed shall
be gas-tight in accordance with Appendix 1 to this annex. The inner surface of the enclosure shall be imperme-
able and non-reactive to hydrocarbons. The temperature conditioning system shall be capable of controlling
the internal enclosure air temperature to follow the prescribed temperature versus time profile throughout the
test, and an average tolerance of 1 K over the duration of the test.
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4.2.1.

4.2.2.

4.2.2.1.

4.2.2.2.

4.3.

4.3.1.1.

4.3.1.2.

4.3.1.3.

The control system shall be tuned to provide a smooth temperature pattern that has a minimum of overshoot,
hunting, and instability about the desired long-term ambient temperature profile. Interior surface temperatures
shall not be less than 278 K (5 °C) nor more than 328 K (55 °C) at any time during the diurnal emission test.

Wall design shall be such as to promote good dissipation of heat. Interior surface temperatures shall not be
below 293 K (20 °C), nor above 325 K (52 °C) for the duration of the hot soak rest.

To accommodate the volume changes due to enclosure temperature changes, either a variable-volume or fixed-
volume enclosure may be used.

Variable-volume enclosure

The variable-volume enclosure expands and contracts in response to the temperature change of the air mass in
the enclosure. Two potential means of accommodating the internal volume changes are movable panel(s), or a
bellows design, in which an impermeable bag or bags inside the enclosure expand(s) and contracts(s) in response
to internal pressure changes by exchanging air from outside the enclosure. Any design for volume accommo-
dation shall maintain the integrity of the enclosure as specified in Appendix 1 to this annex over the specified
temperature range.

Any method of volume accommodation shall limit the differential between the enclosure internal pressure and
the barometric pressure to a maximum value of + 5 KPa.

The enclosure shall be capable of latching to a fixed volume. A variable volume enclosure shall be capable of
accommodating a + 7 per cent change from its 'nominal volume’ (see Appendix 1 to this annex, para-
graph 2.1.1), taking into account temperature and barometric pressure variation during testing.

Fixed-volume enclosure

The fixed-volume enclosure shall be constructed with rigid panels that maintain a fixed enclosure volume, and
meet the requirements below.

The enclosure shall be equipped with an outlet flow stream that withdraws air at a low, constant rate from the
enclosure throughout the test. An inlet flow stream may provide make-up air to balance the outgoing flow
with incoming ambient air. Inlet air shall be filtered with activated carbon to provide a relatively constant hydro-
carbon level. Any method of volume accommodation shall maintain the differential between the enclosure inter-
nal pressure and the barometric pressure between 0 and — 5 kPa.

The equipment shall be capable of measuring the mass of hydrocarbon in the inlet and outlet flow streams
with a resolution of 0,01 gram. A bag sampling system may be used to collect a proportional sample of the air
withdrawn from and admitted to the enclosure. Alternatively, the inlet and outlet flow streams may be continu-
ously analysed using an on-line FID analyser and integrated with the flow measurements to provide a continu-
ous record of the mass hydrocarbon removal.

Analytical systems

Hydrocarbon analyser

The atmosphere within the chamber is monitored using a hydrocarbon detector of the flame ionisation detec-
tor (FID) type. Sample gas shall be drawn from the mid-point of one side wall or roof of the chamber and any
bypass flow shall be returned to the enclosure, preferably to a point immediately downstream of the mixing
fan.

The hydrocarbon analyser shall have a response time to 90 per cent of final reading of less than 1,5 seconds.
Its stability shall be better than 2 per cent of full scale at zero and at 80 + 20 per cent of full scale over a
15-minute period for all operational ranges.

The repeatability of the analyser expressed as one standard deviation shall be better than * 1 per cent of full
scale deflection at zero and at 80 * 20 per cent of full scale on all ranges used.
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Figure 7/1
Determination of evaporative emissions
3 000 km run-in period (no excessive purge/load)
Ageing of canister(s) verified

Steam-clean of vehicle (if necessary)

Fuel drai d refill Fuel temperature 283 to 287 K (10-14 °C)
uel drain and refl 40 % + 2 % of nominal tank capacity
Ambient temperature: 293 K to 303 K (20-30 °C)

Max 1h
Canister load to Canister load to breakthrough . y
But t | to 2- kth h
breakthrough (petrol) (butane) utane/nitrogen loading to 2-grams breakthroug|
Repeated diurnal Max Fuel temperature 291 K+ 8 K (18 K+ 8 °C)
heat builds to 2-gram 1h Fuel drain and refill 40 % * 2 % of nominal tank capacity
breakthrough Ambient temperature 293 K to 303 K (20-30 °C)
Tetart = 293 K (20 °C)
AT=15K I
T ) Type 1: one Part 1 + two Parts 2
Preconditioning drive Toor = 293 K to 303 K (20-30 °C)
l Max 5 min
12to ; . o
36h Soak Ambient temperature: 293 K to 303 K (20-30 °C)
. Type 1: one Part 1 + one Part 2.
Type | test drive Tt = 293 K to 303 K (20-30 °C)
Max
2 min
evaporllveisyetom Type 1: one Part
conditioning-driving
Max 7 min and max 2 min from
engine shut-off
Trin =296 K (23 °C)
Hot soak test Trax = 304 K (31 °C)
60 min = 0,5 min
6 to _ o
36h Soak T=293K+2K (20 +2°C) last 6 hours
| Tetart = 203 K (20 °C)
Diurnal test Tmin = 308 K; AT = 15K
24 hours, No of diurnals = 1
End
Notes:
1. Evaporative emission control families — details clarified.
2. Exhaust emissions may be measured during Type | test drive but these are not used for legislative purposes.

Exhaust emission legislative test remains separate.
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4.3.1.4.  The operational ranges of the analyser shall be chosen to give best resolution over the measurement, calibra-
tion and leak checking procedures.

4.3.2. Hydrocarbon analyser data recording system

4.3.2.1.  The hydrocarbon analyser shall be fitted with a device to record electrical signal output either by strip chart
recorder or other data processing system at a frequency of at least once per minute. The recording system shall
have operating characteristics at least equivalent to the signal being recorded and shall provide a permanent
record of results. The record shall show a positive indication of the beginning and end of the hot soak or diur-
nal emission test (including beginning and end of sampling periods along with the time elapsed between start
and completion of each test).

4.4, Fuel tank heating (only applicable for gasoline canister load option)

4.4.1. The fuel in the vehicle tank(s) shall be heated by a controllable source of heat; for example a heating pad of
2 000 W capacity is suitable. The heating system shall apply heat evenly to the tank walls beneath the level of
the fuel so as not to cause local overheating of the fuel. Heat shall not be applied to the vapour in the tank
above the fuel.

4.4.2. The tank heating device shall make it possible to heat the fuel in the tank evenly by 14 K from 289 K (16 °C)
within 60 minutes, with the temperature sensor position as in paragraph 5.1.1 below. The heating system shall
be capable of controlling the fuel temperature to + 1,5 K of the required temperature during the tank heating

process.
4.5. Temperature recording
4.5.1. The temperature in the chamber is recorded at two points by temperature sensors which are connected so as to

show a mean value. The measuring points are extended approximately 0,1 m into the enclosure from the ver-
tical centre line of each side wall at a height of 0,9 + 0,2 m.

4.5.2. The temperatures of the fuel tank(s) are recorded by means of the sensor positioned in the fuel tank as in para-
graph 5.1.1 below in the case of use of the gasoline canister load option (paragraph 5.1.5 below).

4.5.3. Temperatures shall, throughout the evaporative emission measurements, be recorded or entered into a data
processing system at a frequency of at least once per minute.

4.5.4. The accuracy of the temperature recording system shall be within + 1,0 K and the temperature shall be capable
of being resolved to * 0,4 K.

4.5.5. The recording or data processing system shall be capable of resolving time to + 15 seconds.
4.6. Pressure recording
4.6.1. The difference Ap between barometric pressure within the test area and the enclosure internal pressure shall,

throughout the evaporative emission measurements, be recorded or entered into a data processing system at a
frequency of at least once per minute.

4.6.2. The accuracy of the pressure recording system shall be within *+ 2 kPa and the pressure shall be capable of
being resolved to * 0,2 kPa.

4.6.3. The recording or data processing system shall be capable of resolving time to + 15 seconds.
4.7. Fans
4.7.1. By the use of one or more fans or blowers with the SHED door(s) open it shall be possible to reduce the hydro-

carbons concentration in the chamber to the ambient hydrocarbon level.
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4.7.2.

4.8.

4.9.

5.1.3.1.

5.1.3.2.

The chamber shall have one or more fans or blowers of like capacity 0,1 to 0,5 m?/min. with which to thor-
oughly mix the atmosphere in the enclosure. It shall be possible to attain an even temperature and hydrocar-
bon concentration in the chamber during measurements. The vehicle in the enclosure shall not be subjected to
a direct stream of air from the fans or blowers.

Gases

The following pure gases shall be available for calibration and operation:

—  Purified synthetic air: (purity < 1 ppm C, equivalent, < 1 ppm CO, < 400 ppm CO,, < 0,1 ppm NO);

oxygen content between 18 and 21 per cent by volume.

— Hydrocarbon analyser fuel gas: (40 £ 2 per cent hydrogen, and balance helium with less than 1 ppm C,
equivalent hydrocarbon, less than 400 ppm CO,),

—  Propane (C3Hg): 99.5 per cent minimum purity.
— Butane (C,H,): 98 per cent minimum purity,

— Nitrogen (N,): 98 per cent minimum purity.

Calibration and span gases shall be available containing mixtures of propane (C;Hg) and purified synthetic air.
The true concentrations of a calibration gas shall be within 2 per cent of the stated figures. The accuracy of the
diluted gases obtained when using a gas divider shall be to within + 2 per cent of the true value. The concen-
trations specified in Appendix 1 may also be obtained by the use of a gas divider using synthetic air as the
dilutant gas.

Additional equipment

The absolute humidity in the test area shall be measurable to within + 5 per cent.

TEST PROCEDURE

Test preparation

The vehicle is mechanically prepared before the test as follows:
(a) the exhaust system of the vehicle shall not exhibit any leaks,
(b) the vehicle may be steam-cleaned before the test,

(0 In the case of use of the gasoline canister load option (paragraph 5.1.5 below) the fuel tank of the vehicle
shall be equipped with a temperature sensor to enable the temperature to be measured at the mid-point of
the fuel in the fuel tank when filled to 40 per cent of its capacity,

(d) additional fittings, adapters of devices may be fitted to the fuel system in order to allow a complete drain-
ing of the fuel tank. For this purpose it is not necessary to modify the shell of the tank.

(¢) The manufacturer may propose a test method in order to take into account the loss of hydrocarbons by
evaporation coming only from the fuel system of the vehicle.

The vehicle is taken into the test area where the ambient temperature is between 293 and 303 K (20 and 30 °C).

The ageing of the canister(s) has to be verified. This may be done by demonstrating that it has accumulated a
minimum of 3 000 km. If this demonstration is not given, the following procedure is used. In the case of a multiple
canister system each canister shall undergo the procedure separately.

The canister is removed from the vehicle. Special care shall be taken during this step to avoid damage to com-
ponents and the integrity of the fuel system.

The weight of the canister shall be checked.
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5.1.3.3.

5.1.3.4.

5.1.3.5.

5.1.3.6.

5.1.3.7.

5.1.3.8.

5.1.3.9.

5.1.3.10.

5.1.3.11.

5.1.4.1.

5.1.4.2.

5.1.4.3.

5.1.5.1.

5.1.5.2.

5.1.5.3.

The canister is connected to a fuel tank, possibly an external one, filled with reference fuel, to 40 per cent
volume of the fuel tank(s).

The fuel temperature in the fuel tank shall be between 183 K and 287 K (10 and 14 °C).

The (external) fuel tank is heated from 288 K to 318 K (15 to 45 °C) (1 °C increase every 9 minutes).

If the canister reaches breakthrough before the temperature reaches 318 K (45 °C), the heat source shall be
turned off. Then the canister is weighed. If the canister did not reach breakthrough during the heating to 318 K
(45 °Q), the procedure from paragraph 5.1.3.3 above shall be repeated until breakthrough occurs.

Breakthrough may be checked as described in paragraphs 5.1.5 and 5.1.6 of this annex, or with the use of
another sampling and analytical arrangement capable of detecting the emission of hydrocarbons from the can-
ister at breakthrough.

The canister shall be purged with 25 + 5 litres per minute with the emission laboratory air until 300 bed vol-
ume exchanges are reached.

The weight of the canister shall be checked.

The steps of the procedure in paragraphs 5.1.3.4 to 5.1.3.9 shall be repeated nine times. The test may be ter-
minated prior to that, after not less than three ageing cycles, if the weight of the canister after the last cycles has
stabilised.

The evaporative emission canister is reconnected and the vehicle restored to its normal operating condition.

One of the methods specified in paragraphs 5.1.5 and 5.1.6 shall be used to precondition the evaporative canister.
For vehicles with multiple canisters, each canister shall be preconditioned separately.

Canister emissions are measured to determine breakthrough.

Breakthrough is here defined as the point at which the cumulative quantity of hydrocarbons emitted is equal
to 2 grams.

Breakthrough may be verified using the evaporative emission enclosure as described in paragraphs 5.1.5
and 5.1.6 respectively. Alternatively, breakthrough may be determined using an auxiliary evaporative canister
connected downstream of the vehicle’s canister. The auxiliary canister shall be well purged with dry air prior to
loading.

The measuring chamber shall be purged for several minutes immediately before the test until a stable back-
ground is obtained. The chamber air mixing fan(s) shall be switched on at this time.

The hydrocarbon analyser shall be zeroed and spanned immediately before the test.

Canister loading with repeated heat builds to breakthrough

The fuel tank(s) of the vehicle(s) is (are) emptied using the fuel tank drain(s). This shall be done so as not to
abnormally purge or abnormally load the evaporative control devices fitted to the vehicle. Removal of the fuel
cap is normally sufficient to achieve this.

The fuel tank(s) is (are) refilled with test fuel at a temperature of between 283 K to 287 K (10 to 14 °C) to 40 + 2
per cent of the tank’s normal volumetric capacity. The fuel cap(s) of the vehicle shall be fitted at this point.

Within one hour of being refuelled the vehicle shall be placed, with the engine shut off, in the evaporative
emission enclosure. The fuel tank temperature sensor is connected to the temperature recording system. A heat
source shall be properly positioned with respect to the fuel tank(s) and connected to the temperature control-
ler. The heat source is specified in paragraph 4.4 above. In the case of vehicles fitted with more than one fuel
tank, all the tanks shall be heated in the same way as described below. The temperatures of the tanks shall be
identical to within + 1,5 K.
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5.1.5.4.

5.1.5.5.

5.1.5.6.

5.1.5.7.

5.1.6.

5.1.6.1.

5.1.6.2.

5.1.6.3.

5.1.6.4.

5.1.6.5.

5.1.7.1.

5.1.7.2.

5.2.

5.2.1.

The fuel may be artificially heated to the starting diurnal temperature of 293 K (20 °C) £ 1 K.

When the fuel temperature reaches at least 292 K (19 °C), the following steps shall be taken immediately: the
purge blower shall be turned off; enclosure doors closed and sealed; and measurement initiated of the hydro-
carbon level in the enclosure.

When the fuel temperature of the fuel tank reaches 293 K (20 °C) a linear heat build of 15 K (15 °C) begins.
The fuel shall be heated in such a way that the temperature of the fuel during the heating conforms to the
function below to within £ 1,5 K. The elapsed time of the heat build and temperature rise is recorded.

T, =T, +0,2333 ¢

where:

T, = required temperature (K),

T, = initial temperature (K),

t = time from start of the tank heat build in minutes.

As soon as break-through occurs or when the fuel temperature reaches 308 K (35 °C), whichever occurs first,
the heat source is turned off, the enclosure doors unsealed and opened, and the vehicle fuel tank cap(s) removed.
If break-through has not occurred by the time the fuel temperature 308 K (35 °C), the heat source is removed
from the vehicle, the vehicle removed from the evaporative emission enclosure and the entire procedure out-
lined in paragraph 5.1.7 below repeated until break-through occurs.

Butane loading to breakthrough

If the enclosure is used for the determination of the break-through (see paragraph 5.1.4.2 above) the vehicle
shall be placed, with the engine shut off, in the evaporative emission enclosure.

The evaporative emission canister shall be prepared for the canister loading operation. The canister shall not be
removed from the vehicle, unless access to it in its normal location is so restricted that loading can only rea-
sonably be accomplished by removing the canister from the vehicle. Special care shall be taken during this step
to avoid damage to the components and the integrity of the fuel system.

The canister is loaded with a mixture composed of 50 per cent butane and 50 per cent nitrogen by volume at a
rate of 40 grams butane per hour.

As soon as the canister reaches breakthrough, the vapour source shall be shut off.

The evaporative emission canister shall then be reconnected and the vehicle restored to its normal operating
condition.

Fuel drain and refill

The fuel tank(s) of the vehicle(s) is (are) emptied using the fuel tank drain(s). This shall be done so as not to
abnormally purge or abnormally load the evaporative control devices fitted to the vehicle. Removal of the fuel
cap is normally sufficient to achieve this.

The fuel tank(s) is (are) refilled with test fuel at a temperature of between 291 + 8 K (18 = 8 °C) to 40 + 2 per
cent of the tank’s normal volumetric capacity. The fuel cap(s) of the vehicle shall be fitted at this point.

Preconditioning drive

Within one hour from the completing of canister loading in accordance with paragraphs 5.1.5 or 5.1.6 the
vehicle is placed on the chassis dynamometer and driven through one Part One and two Part Two driving cycles
of Type I test as specified in Annex 4. Exhaust emissions are not sampled during this operation.
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5.3. Soak

5.3.1. Within five minutes of completing the preconditioning operation specified in paragraph 5.2.1 above the engine
bonnet shall be completely closed and the vehicle driven off the chassis dynamometer and parked in the soak
area. The vehicle is parked for a minimum of 12 hours and a maximum of 36 hours. The engine oil and cool-
ant temperatures shall have reached the temperature of the area or within * 3 K of it at the end of the period.

5.4. Dynamometer test

5.4.1. After conclusion of the soak period the vehicle is driven through a complete Type I test drive as described in
Annex 4 (cold start urban and extra urban test). Then the engine is shut off. Exhaust emissions may be sampled
during this operation but the results shall not be used for the purpose of exhaust emission type approval.

5.4.2. Within two minutes of completing the Type I test drive specified in paragraph 5.4.1 above the vehicle is driven
a further conditioning drive consisting of one urban test cycle (hot start) of a Type I test. Then the engine is
shut off again. Exhaust emissions need not be sampled during this operation.

5.5. Hot soak evaporative emissions test

5.5.1. Before the completion of the test run the measuring chamber shall be purged for several minutes until a stable
hydrocarbon background is obtained. The enclosure mixing fan(s) shall also be turned on at this time.

5.5.2. The hydrocarbon analyser shall be zeroed and spanned immediately prior to the test.

5.5.3. At the end of the driving cycle the engine bonnet shall be completely closed and all connections between the
vehicle and the test stand disconnected. The vehicle is then driven to the measuring chamber with a minimum
use of the accelerator pedal. The engine shall be turned off before any part of the vehicle enters the measuring
chamber. The time at which the engine is switched off is recorded on the evaporative emission measurement
data recording system and temperature recording begins. The vehicle’s windows and luggage compartments
shall be opened at this stage, if not already opened.

5.5.4. The vehicle shall be pushed or otherwise moved into the measuring chamber with the engine switched off.

5.5.5. The enclosure doors are closed and sealed gas-tight within two minutes of the engine being switched off and
within seven minutes of the end of the conditioning drive.

5.5.6. The start of a 60 + 0,5 minute hot soak period begins when the chamber is sealed. The hydrocarbon concen-
tration, temperature and barometric pressure are measured to give the initial readings Cyc;, P, and T; for the
hot soak test. These figures are used in the evaporative emission calculation, paragraph 6. below. The ambi-
ent temperature T of the enclosure shall not be less than 296 K and no more than 304 K during the 60-minute
hot soak period.

5.5.7. The hydrocarbon analyser shall be zeroed and spanned immediately before the end of the 60 + 0,5 minute test
period.
5.5.8. At the end of the 60 * 0,5 minute test period, the hydrocarbon concentration in the chamber shall be mea-

sured. The temperature and the barometric pressure are also measured. These are the final readings Cyc, Prand
T; for the hot soak test used for the calculation in paragraph 6 below.

5.6. Soak

5.6.1. The test vehicle shall be pushed or otherwise moved to the soak area without use of the engine and soaked for
not less than 6 hours and not more than 36 hours between the end of the hot soak test and the start of the
diurnal emission test. For at least 6 hours of this period the vehicle shall be soaked at 293 + 2 K (20 + 2 °C).
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5.7.

5.7.1.

5.7.2.

5.7.3.

5.7.4.

5.7.5.

5.7.6.

5.7.7.

5.7.8.

6.1.

Diurnal test

The test vehicle shall be exposed to one cycle of ambient temperature according to the profile specified in
Appendix 2 to this annex with a maximum deviation of + 2 K at any time. The average temperature deviation
from the profile, calculated using the absolute value of each measured deviation, shall not exceed * 1 K. Ambi-
ent temperature shall be measured at least every minute. Temperature cycling begins when time T, = 0, as
specified in paragraph 5.7.6 below.

start

The measuring chamber shall be purged for several minutes immediately before the test until a stable back-
ground is obtainable. The chamber mixing fan(s) shall also be switched on at this time.

The test vehicle, with the engine shut off and the test vehicle windows and luggage compartment(s) opened
shall be moved into the measuring chamber. The mixing fan(s) shall be adjusted in such a way as to maintain a
minimum air circulation speed of 8 km/h under the fuel tank of the test vehicle.

The hydrocarbon analyser shall be zeroed and spanned immediately before the test.

The enclosure doors shall be closed and gas-tight sealed.

Within 10 minutes of closing and sealing the doors, the hydrocarbon concentration, temperature and baromet-
ric pressure are measured to give the initial readings Cy;c;, P; and T, for the diurnal test. This is the point where
time T, = 0.

start

The hydrocarbon analyser shall be zeroed and spanned immediately before the end of the test.

The end of the emission sampling period occurs 24 hours * 6 minutes after the beginning of the initial sam-
pling, as specified in paragraph 5.7.6 above. The time elapsed is recorded. The hydrocarbon concentration,
temperature and barometric pressure are measured to give the final readings Cy;cp Prand Ty for the diurnal test
used for the calculation in paragraph 6. This completes the evaporative emission test procedure.

CALCULATION

The evaporative emission tests described in paragraph 5 allow the hydrocarbon emissions from the diurnal and
hot soak phases to be calculated. Evaporative losses from each of theses phases is calculated using the initial
and final hydrocarbon concentrations, temperatures and pressures in the enclosure, together with the net enclo-
sure volume. The formula below is used:

C,..-pP. C, . P
1.V, —4[~HCf ~f _ _HGi i _
M= k-v-10 ( T ) Mic o ™Mic;
f i
where:
— My = hydrocarbon mass in grams,
— Mpycon = mass of hydrocarbon exiting the enclosure, in the case of fixed-volume enclosures for diur-
nal emission testing (grams),
— Mye; = mass of hydrocarbon entering the enclosure, in the case of fixed-volume enclosures for diur-
nal emission testing (grams),
— Cye = measured hydrocarbon concentration in the enclosure (ppm volume in C, equivalent),
— Vv = net enclosure volume in cubic metres corrected for the volume of the vehicle, with the win-
ows and the luggage compartment open. e volume of the vehicle is not determined a
d d the luggag partment open. If the vol f the vehicl t det d
volume of 1,42 m? is subtracted,
— T = ambient chamber temperature, in K,
— P = barometric pressure in kPa,
— HJC = hydrogen to carbon ratio,

— k = 1,2-(12 + HJO);
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6.2.

7.1.

7.2.

7.2.1.

7.2.2.

7.2.3.

7.2.4.

7.3.

7.3.1.

7.3.2.

7.3.3.

7.3.4.

7.3.5.

7.3.6.

7.4.

7.4.1.

where:

— i = s the initial reading,

—  f = s the final reading,

— HJC = s taken to be 2,33 for diurnal test losses,
— HJC = s taken to be 2,20 for hot soak losses.

Overall results of test

The overall hydrocarbon mass emission for the vehicle is taken to be:

Mot = Mp; + Mg
where:
Miw = overall mass emissions of the vehicle (grams),
— My, = hydrocarbon mass emission for diurnal test (grams),
My = hydrocarbon mass emission for the hot soak (grams).

CONFORMITY OF PRODUCTION

For routine end-of-production-line testing, the holder of the approval may demonstrate compliance by sam-
pling vehicles which shall meet the following requirements.

Test for leakage

Vents to the atmosphere from the emission control system shall be isolated.

A pressure of 370 + 10 mm of H,O shall be applied to the fuel system.

The pressure shall be allowed to stabilise prior to isolating the fuel system from the pressure source.

Following isolation of the fuel system, the pressure shall not drop by more than 50 mm of H,O in five minutes.

Test for venting

Vents to the atmosphere from the emission control shall be isolated.

A pressure of 370 £ 10 mm of H,O shall be applied to the fuel system.

The pressure shall be allowed to stabilise prior to isolating the fuel system from the pressure source.

The venting outlets from the emission control systems to the atmosphere shall be reinstated to the production
condition.

The pressure of the fuel system shall drop to below 100 mm of H,O in not less than 30 seconds but within
two minutes.

At the request of the manufacturer the functional capacity for venting can be demonstrated by equivalent alter-
native procedure. The specific procedure should be demonstrated by the manufacturer to the technical service
during the type approval procedure.

Purge test

Equipment capable of detecting an airflow rate of 1,0 litres in one minute shall be attached to the purge inlet
and a pressure vessel of sufficient size to have negligible effect on the purge system shall be connected via a
switching valve to the purge inlet, or alternatively.
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7.4.2.

7.4.3.

7.4.4.

7.4.4.1.

7.4.4.2.

7.4.4.3.

7.5.

The manufacturer may use a flow meter of his own choosing, if acceptable to the competent authority.

The vehicle shall be operated in such a manner that any design feature of the purge system that could restrict
purge operation is detected and the circumstances noted.

Whilst the engine is operating within the bounds noted in paragraph 7.4.3 above, the air flow shall be determined
by either:

The device indicated in paragraph 7.4.1 above being switched in. A pressure drop from atmospheric to a level
indicating that a volume of 1,0 litres of air has flowed into the evaporative emission control system within one
minute shall be observed; or

if an alternative flow measuring device is used, a reading of no less than 1,0 litre per minute shall be detectable.

At the request of the manufacturer an alternative purge tat procedure can be used, if the procedure has been
presented to and has been accepted by the technical service during the type approval procedure.

The competent authority which has granted type approval may at any time verify the conformity control methods
applicable to each production unit.

The inspector shall take a sufficiently large sample from the series.
The inspector may test these vehicles by application of paragraph 8.2.5 of this Regulation.

If the requirements of paragraph 7.5 above are not met, the competent authority shall ensure that all necessary
steps are taken to re-establish conformity of production as rapidly as possible.



L 70/302

Official Journal of the European Union

9.3.2007

1.1.

1.2

2.2.

2.2.1.

2.2.2.

2.2.3.

2.2.4.

2.2.5.

2.2.6.

ANNEX 7
Appendix 1

CALIBRATION OF EQUIPMENT FOR EVAPORATIVE EMISSION TESTING

CALIBRATION FREQUENCY AND METHODS

All equipment shall be calibrated before its initial use and then calibrated as often as necessary and in any case in
the month before type approval testing. The calibration methods to be used are described in this Appendix.

Normally the series of temperatures which are mentioned first shall be used. The series of temperatures within
square brackets may alternatively be used.

CALIBRATION OF THE ENCLOSURE

Initial determination of internal volume of the enclosure
Before its initial use, the internal volume of the chamber shall be determined as follows:

The internal dimensions of the chamber are carefully measured, allowing for any irregularities such as bracing
struts. The internal volume of the chamber is determined from these measurements.

For variable-volume enclosures, the enclosure shall be latched to a fixed volume when the enclosure is held at an
ambient temperature of 303K (30 °C) [302 K (29 °C)]. This nominal volume shall be repeatable within
+ 0,5 per cent of the reported value.

The net internal volume is determined by subtracting 1,42 m? from the internal volume of the chamber. Alter-
natively the volume of the test vehicle with the luggage compartment and windows open may be used instead of
the 1,42 m°.

The chamber shall be checked as in paragraph 2.3 below. If the propane mass does not correspond to the injected
mass to within £ 2 per cent, then corrective action is required.

Determination of chamber background emissions

This operation determines that the chamber does not contain any materials that emit significant amounts of
hydrocarbons. The check shall be carried out at the enclosure’s introduction to service, after any operations in
the enclosure which may affect background emissions and at a frequency of at least once per year.

Variable-volume enclosures may be operated in either latched or unlatched volume configuration, as described in
paragraph 2.1.1 above, ambient temperatures shall be maintained at 308 K + 2K (35 + 2°C) [309K + 2K
(36 * 2 °C)], throughout the 4-hour period mentioned below.

Fixed volume enclosures shall be operated with the inlet and outlet flow streams closed. Ambient temperatures
shall be maintained at 308 K + 2K (35 + 2°C) [309K + 2K (36 * 2 °C)] throughout the 4-hour period men-
tioned below.

The enclosure may be sealed and the mixing fan operated for a period of up to 12 hours before the 4-hour back-
ground sampling period begins.

The analyser (if required) shall be calibrated, then zeroed and spanned.

The enclosure shall be purged until a stable hydrocarbon reading is obtained, and the mixing fan turned on if not
already on.

The chamber is then sealed and the background hydrocarbon concentration, temperature and barometric pres-
sure are measured. These are the initial readings Cy;c;, P;, T; used in the enclosure background calculation.
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2.2.7.  The enclosure is allowed to stand undisturbed with the mixing fan on for a period of four hours.

2.2.8. At the end of this time the same analyser is used to measure the hydrocarbon concentration in the chamber. The
temperature and the barometric pressure are also measured. These are the final readings Cyyc Py, Tr.

2.2.9. The change in mass of hydrocarbons in the enclosure shall be calculated over the time of the test in accordance
with paragraph 2.4 below and shall not exceed 0,05 g.

2.3. Calibration and hydrocarbon retention test of the chamber

The calibration and hydrocarbon retention test in the chamber provides a check on the calculated volume in
paragraph 2.1. above and also measures any leak rate. The enclosure leak rate shall be determined at the enclo-
sure’s introduction to service, after any operations in the enclosure which may affect the integrity of the enclo-
sure, and at least monthly thereafter. If six consecutive monthly retention checks are successfully completed
without corrective action, the enclosure leak rate may be determined quarterly thereafter as long as no corrective
action is required.

2.3.1.  The enclosure shall be purged until a stable hydrocarbon concentration is reached. The mixing fan is turned on,
if not already switched on. The hydrocarbon analyser is zeroed, calibrated if required, and spanned.

2.3.2.  On variable-volume enclosures, the enclosure shall be latched to the nominal volume position. On fixed-volume
enclosures the outlet and inlet flow streams shall be closed.

2.3.3.  The ambient temperature control system is then turned on (if not already on) and adjusted for an initial tempera-
ture of 308 K (35 °C) [309 K (36 °C)].

2.3.4.  When the enclosure stabilises at 308 K £ 2 K (35 £ 2°C) [309 K = 2K (36 + 2 °C)], the enclosure is sealed and
the background concentration, temperature and barometric pressure measured. These are the initial readings Cyy¢,
P, T; used in the enclosure calibration.

2.3.5. A quantity of approximately 4 grams of propane is injected into the enclosure. The mass of propane shall be
measured to an accuracy and precision of + 2 per cent of the measured value.

2.3.6.  The contents of the chamber shall be allowed to mix for five minutes and then the hydrocarbon concentration,
temperature and barometric pressure are measured. These are the readings Cyc Py Ty for the calibration of the
enclosure as well as the initial readings Cy;c;, P;, T; for the retention check.

2.3.7. Based on the readings taken according to paragraphs 2.3.4 and 2.3.6 above and the formula in paragraph 2.4
below, the mass of propane in the enclosure is calculated. This shall be within * 2 per cent of the mass of pro-
pane measured in paragraph 2.3.5 above.

2.3.8.  For variable-volume enclosures the enclosure shall be unlatched from the nominal volume configuration. For
fixed-volume enclosures, the outlet and inlet flow streams shall be opened.

2.3.9. The process is then begun of cycling the ambient temperature from 308 K (35 °C) to 293 K (20 °C) and back
to 308 K (35 °C) [308,6 K (35,6 °C) to 295,2 K (22,2 °C) and back to 308,6 K (35,6 °C)] over a 24-hour period
according to the profile [alternative profile] specified in Appendix 2 to this annex within 15 minutes of sealing
the enclosure. (Tolerances as specified in paragraph 5.7.1 of Annex 7).

2.3.10. At the completion of the 24-hour cycling period, the final hydrocarbon concentration, temperature and baromet-
ric pressure are measured and recorded. These are the final readings Cy; Py T¢ for the hydrocarbon retention
check.

2.3.11. Using the formula in paragraph 2.4 below, the hydrocarbon mass is then calculated from the readings taken in
paragraphs 2.3.10 and 2.3.6 above. The mass may not differ by more than 3 per cent from the hydrocarbon
mass given in paragraph 2.3.7 above.
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2.4,

3.1.

3.2.

3.3.

Calculations

The calculation of net hydrocarbon mass change within the enclosure is used to determine the chamber’s hydro-
carbon background and leak rate. Initial and final readings of hydrocarbon concentration, temperature and baro-
metric pressure are used in the following formula to calculate the mass change.

C.rP C...-P
_ —4[~HCf " f HCi i
My =k-V-10 ( T T )+MHC,out_MHC,i
f i
where:
— My = hydrocarbon mass in grams,
— Mycow = mass of hydrocarbons exiting the enclosure, in the case of fixed-volume enclosures for diurnal
emission testing (grams),
— Mye; = mass of hydrocarbons entering the enclosure when a fixed-volume enclosure is used for test-
ing diurnal emissions (grams),
— Cyc = hydrocarbon concentration in the enclosure (ppm carbon (Note: ppm carbon = ppm pro-
pane x 3)),
— Vv = enclosure volume in cubic metres,
— T = ambient temperature in the enclosure, (K),
— P = barometric pressure, (kPa),
— k = 17,6;
where
— i is the initial reading,
— f is the final reading.

CHECKING OF FID HYDROCARBON ANALYZER

Detector response optimisation

The FID shall be adjusted as specified by the instrument manufacturer. Propane in air should be used to optimise
the response on the most common operating range.

Calibration of the HC analyser

The analyser should be calibrated using propane in air and purified synthetic air. See paragraph 4.5.2 of Annex 4
(Calibration and span gases).

Establish a calibration curve as described in paragraphs 4.1 to 4.5 of this appendix.

Oxygen interference check and recommended limits

The response factor (Rf) for a particular hydrocarbon species is the ratio of the FID C; reading to the gas cylinder
concentration, expressed as ppm C,. The concentration of the test gas shall be at a level to give a response of
approximately 80 per cent of full-scale deflection, for the operating range. The concentration shall be known, to
an accuracy of * 2 per cent in reference to a gravimetric standard expressed in volume. In addition the gas cylin-
der shall be preconditioned for 24 hours at a temperature between 293 K and 303 K (20 and 30 °C).

Response factors should be determined when introducing an analyser into service and thereafter at major service
intervals. The reference gas to be used is propane with balance purified air which is taken to give a response
factor of 1,00.

The test gas to be used for oxygen interference and the recommended response factor range are given below:

Propane and nitrogen: 0,95 < Rf < 1,05.
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4. CALIBRATION OF THE HYDROCARBON ANALYZER
Each of the normally used operating ranges are calibrated by the following procedure:

4.1. Establish the calibration curve by at least five calibration points spaced as evenly as possible over the operating
range. The nominal concentration of the calibration gas with the highest concentrations to be at least 80 per cent
of the full scale.

4.2. Calculate the calibration curve by the method of least squares. If the resulting polynomial degree is greater than
3, then the number of calibration points shall be at least the number of the polynomial degree plus 2.

4.3. The calibration curve shall not differ by more than 2 per cent from the nominal value of each calibration gas.

4.4. Using the coefficients of the polynomial derived from paragraph 3.2 above, a table of indicated reading against
true concentration shall be drawn up in steps of no greater than 1 per cent of full scale. This is to be carried out
for each analyser range calibrated. The table shall also contain other relevant data such as:

(a) date of calibration, span and zero potentiometer readings (where applicable),

(b) nominal scale,

(c) reference data of each calibration gas used,

(d) the actual and indicated value of each calibration gas used together with the percentage differences,
(¢) FID fuel and type,

(f)  FID air pressure.

4.5. If it can be shown to the satisfaction of the technical service that alternative technology (e.g. computer, electroni-
cally controlled range switch) can give equivalent accuracy, then those alternatives may be used.
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ANNEX 7

Appendix 2

Diurnal ambient temperature profile for the calibration of the enclosure

and the diurnal emission test

Alternative diurnal ambient temperature profile for
the calibration of the enclosure in accordance with
Annex 7, Appendix 1, paragraphs 1.2 and 2.3.9

fime fhowry Tem;:erature Time (hours) Tempoerature
Calibration Test (G (C)
13 0/24 20,0 0 35,6
14 1 20,2 1 35,3
15 2 20,5 2 34,5
16 3 21,2 3 33,2
17 4 23,1 4 31,4
18 5 25,1 5 29,7
19 6 27,2 6 28,2
20 7 29,8 7 27,2
21 8 31,8 8 26,1
22 9 33,3 9 25,1
23 10 34,4 10 24,3
24/0 11 35,0 11 23,7
1 12 34,7 12 23,3
2 13 33,8 13 22,9
3 14 32,0 14 22,6
4 15 30,0 15 22,2
5 16 28,4 16 22,5
6 17 26,9 17 24,2
7 18 25,2 18 26,8
8 19 24,0 19 29,6
9 20 23,0 20 31,9
10 21 22,0 21 33,9
11 22 20,8 22 35,1
12 23 20,2 23 35,4
24 35,6
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2.2.

2.2.1.

2.2.2.

2.3.

2.4.

2.4.1.

2.4.2.

2.5.

ANNEX 8
TYPE VI TEST

(Verifying the average exhaust emissions of carbon monoxide and hydrocarbons after a cold start
at low ambient temperature)

INTRODUCTION

This annex applies only to vehicles with positive-ignition engines. It describes the equipment required and the
procedure for the Type VI test defined in paragraph 5.3.5 of this Regulation in order to verify the emissions of
carbon monoxide and hydrocarbons at low ambient temperatures. Topics addressed in this Regulation include:

(i) Equipment requirements;
(i) Test conditions;

(i) Test procedures and data requirements.

TEST EQUIPMENT

Summary

This chapter deals with the equipment needed for low ambient temperature exhaust emission tests of positive-
ignition engined vehicles. Equipment required and specifications are equivalent to the requirements for the Type
I test as specified in Annex 4, with appendices, if specific requirements for the Type VI test are not prescribed. Para-
graphs 2.2 to 2.6 describe deviations applicable to Type VI low ambient temperature testing.

Chassis dynamometer

The requirements of paragraph 4.1 of Annex 4 apply. The dynamometer shall be adjusted to simulate the opera-
tion of a vehicle on the road at 266 K (- 7 °C). Such adjustment may be based on a determination of the road
load force profile at 266 K (- 7 °C). Alternatively the driving resistance determined according to Appendix 3 of
Annex 4 may be adjusted for a 10 per cent decrease of the coast-down time. The technical service may approve
the use of other methods of determining the driving resistance.

For calibration of the dynamometer the provisions of Appendix 2 to Annex 4 apply.

Sampling system

The provisions of paragraph 4.2 of Annex 4 and Appendix 5 to Annex 4 apply. Paragraph 2.3.2 of Appendix 5
is modified to read:

‘The piping configuration, flow capacity of the CVS, and the temperature and specific humidity of the dilution
air (which may be different from the vehicle combustion air source) shall be controlled so as to virtually elimi-
nate water condensation in the system (a flow of 0,142 to 0,165 m?/s is sufficient for most vehicles).

Analytical equipment

The provisions of paragraph 4.3 of Annex 4 apply, but only for carbon monoxide, carbon dioxide, and hydro-
carbon testing.

For calibrations of the analytical equipment the provisions of Appendix 6 to Annex 4 apply.

Gases

The provisions of paragraph 4.5 of Annex 4 apply, where they are relevant.
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2.6.

2.6.1.

3.2.

3.2.1.

3.3.

3.4.

3.4.1.

4.2

4.2.1.

4.2.2.

4.2.3.

4.2.4.

Additional equipment

For equipment used for the measurement of volume, temperature, pressure and humidity the provisions in para-
graphs 4.4 and 4.6 of Annex 4 apply.

TEST SEQUENCE AND FUEL

General requirements

The test sequence in Figure 8/1 shows the steps encountered as the test vehicle undergoes the procedures for the
Type VI test. Ambient temperature levels encountered by the test vehicle shall average: 266 K (- 7 °C) + 3 K and
shall not be less than 260 K (- 13 °C), or more than 272 K (- 1 °C).

The temperature may not fall below 263 K (- 10 °C), or exceed 269 K (- 4 °C) for more than three consecutive
minutes.

The test cell temperature monitored during testing shall be measured at the output of the cooling fan (para-
graph 5.2.1 of this annex). The ambient temperature reported shall be an arithmetic average of the test cell tem-
peratures measured at constant intervals no more than one minute apart.

Test procedure

The Part One urban driving cycle according to Figure 1/1 in Annex 4, Appendix 1, consists of four elementary
urban cycles which together make a complete Part One cycle.

Start of engine, start of the sampling and the operation of the first cycle shall be in accordance with Table 1.2
and Figure 1/1 in Annex 4.

Preparation for the test

For the test vehicle the provisions of paragraph 3.1 of Annex 4 apply. For setting the equivalent inertia mass on
the dynamometer the provisions of paragraph 5.1 of Annex 4 apply.

Test fuel

The test fuel must comply with the specifications given in paragraph 3 of Annex 10.

VEHICLE PRECONDITIONING

Summary

To ensure reproducible emission tests, the test vehicles shall be conditioned in a uniform manner. The condition-
ing consists of a preparatory drive on a chassis dynamometer followed by a soak period before the emission test
according to paragraph 4.3.

Preconditioning

The fuel tank(s) shall be filled with the specified test fuel. If the existing fuel in the fuel tank(s) does not meet the
specifications contained in paragraph 3.4.1 above, the existing fuel shall be drained prior to the fuel fill. The test
fuel shall be at a temperature less than or equal to 289 K (+ 16 °C). For the above operations the evaporative
emission control system shall neither be abnormally purged nor abnormally loaded.

The vehicle is moved to the test cell and placed on the chassis dynamometer.

The preconditioning consists of the driving cycle according to Annex 4, Appendix 1, Figure 1/1, Parts One and
Two. At the request of the manufacturer, vehicles with a positive-ignition engine may be preconditioned with
one Part One and two Part Two driving cycles.

During the preconditioning the test cell temperature shall remain relatively constant and not be higher than 303 K
(30 °C)
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4.2.5.

4.2.6.

4.3.

Figure 8/1

Procedure for low ambient temperature test

If necessary:
fuel drain and refill

preconditioning
section 4

two options

Forced cool down
4.3.3
Ambient cold soak
432 — 12-36h
Cold soak
min 1 h

Low temperature
exhaust emission test
266 K+ 3K
Section 5.3

END

The drive-wheel tyre pressure shall be set in accordance with the provisions of paragraph 5.3.2 of Annex 4.
Within ten minutes of completion of the preconditioning, the engine shall be switched off.

If requested by the manufacturer and approved by the technical service, additional preconditioning may in excep-
tional cases be allowed. The technical service may also choose to conduct additional preconditioning. The addi-
tional preconditioning consists of one or more driving schedules of the Part One cycle as described in Annex 4,
Appendix 1. The extent of such additional preconditioning shall be recorded in the test report.

Soak methods

One of the following two methods, to be selected by the manufacturer, shall be utilised to stabilise the vehicle
before the emission test.
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4.3.2.

4.3.3.1.

4.3.3.2.

4.3.3.3.

4.3.3.4.

5.1.

5.1.1.

5.2.

5.2.1.

5.2.1.1.

Standard method

The vehicle is stored for not less than 12 hours nor for more than 36 hours prior to the low ambient tempera-
ture exhaust emission test. The ambient temperature (dry bulb) during this period shall be maintained at an aver-
age temperature of:

266 K (-7 °C) + 3 K during each hour of this period and shall not be less than 260 K (- 13 °C) nor more than
272K (-1 °Q). In addition, the temperature may not fall below 263 K (- 10 °C) nor more than 269 K (- 4 °C)
for more than three consecutive minutes.

Forced method

The vehicle shall be stored for not more than 36 hours prior to the low ambient temperature exhaust emission
test.

The vehicle shall not be stored at ambient temperatures which exceed 303 K (30 °C) during this period.

Vehicle cooling may be accomplished by force-cooling the vehicle to the test temperature. If cooling is aug-
mented by fans, the fans shall be placed in a vertical position so that the maximum cooling of the drive train and
engine is achieved and not primarily the sump. Fans shall not be placed under the vehicle.

The ambient temperature need only be stringently controlled after the vehicle has been cooled to 266 K (- 7 °C)
t 2 K, as determined by a representative bulk oil temperature.

A representative bulk oil temperature is the temperature of the oil measured near the middle of the oil sump, not
at the surface or at the bottom of the oil sump. If two or more diverse locations in the oil are monitored, they
shall all meet the temperature requirements.

The vehicle shall be stored for at least one hour after is has been cooled to 266 K (- 7 °C) = 2 K, prior to the low
ambient temperature exhaust emission test. The ambient temperature (dry bulb) during this period shall average
266 K (-7 °C) £ 3 K, and shall not be less than 260 K (- 13 °C) or more than 272 K (-1 °C).

In addition, the temperature may not fall below 263 K (- 10 °C) or exceed 269 K (- 4 °C), for more than three
consecutive minutes.

If the vehicle is stabilised at 266 K (- 7 °C), in a separate area and is moved through a warm area to the test cell,
the vehicle shall be destabilised in the test cell for at least six times the period the vehicle is exposed to warmer
temperatures. The ambient temperature (dry bulb) during this period shall average 266 K (- 7 °C) * 3 K and shall
not be less than 260 K (- 13 °C) nor more than 272 K (-1 °C).

In addition, the temperature may not fall below 263 K (- 10 °C) or exceed 269 K (- 4 °C), for more than three
consecutive minutes.

DYNAMOMETER PROCEDURE

Summary

The emission sampling is performed over a test procedure consisting of the Part One cycle (Annex 4, Appen-
dix 1, Figure 1/1). Engine start-up, immediate sampling, operation over the Part One cycle and engine shut-
down make a complete low ambient temperature test, with a total test time of 780 seconds. The exhaust emissions
are diluted with ambient air and a continuously proportional sample is collected for analysis. The exhaust gases
collected in the bag are analysed for hydrocarbons, carbon monoxide, and carbon dioxide. A parallel sample of
the dilution air is similarly analysed for carbon monoxide, hydrocarbons and carbon dioxide.

Dynamometer operation
Cooling fan

A cooling fan is positioned so that cooling air is appropriately directed to the radiator (water cooling) or to the
air intake (air-cooling) and to the vehicle.
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5.2.1.2.

5.2.1.3.

5.2.1.4.

5.2.3.

5.2.4.

5.2.5.

5.2.6.

5.2.7.

5.2.8.

5.2.9.

5.2.10.

5.2.11.

5.3.

5.3.1.

For front-engined vehicles, the fan shall be positioned in front of the vehicle, within 300 mm of it. In the case of
rear-engined vehicles or if the above arrangement is impractical, the cooling fan shall be positioned so that suf-
ficient air is supplied to cool the vehicle.

The fan speed shall be such that, within the operating range of 10 kmj/h to at least 50 km/h, the linear velocity
of the air at the blower outlet is within * 5 km/h of the corresponding roller speed. The final selection of the
blower shall have the following characteristics:

(i) area: at least 0,2 m?,

(ii) height of the lower edge above ground: approximately 20 cm.

As an alternative the blower linear air speed shall be at least 6 m/s (21,6 km/h). At the request of the manufac-
turer, for special vehicles (e.g. vans, off-road) the height of the cooling fan may be modified.

The vehicle speed as measured from the dynamometer roll(s) shall be used (paragraph 4.1.4.4 of Annex 4).

Preliminary testing cycles may be carried out if necessary, to determine how best to actuate the accelerator and
brake controls so as to achieve a cycle approximating to the theoretical cycle within the prescribed limits, or to
permit sampling system adjustment. Such driving shall be carried out before ‘START according to Figure 8/1.

Humidity in the air shall be kept low enough to prevent condensation on the dynamometer roll(s).

The dynamometer shall be thoroughly warmed as recommended by the dynamometer manufacturer, and using
procedures or control methods that assure stability of the residual frictional power.

The time between dynamometer warming and the start of the emission test shall be no longer than 10 minutes
if the dynamometer bearings are not independently heated. If the dynamometer bearings are independently
heated, the emission test shall begin no longer than 20 minutes after dynamometer warming.

If the dynamometer power is to be adjusted manually, it shall be set within one hour prior to the exhaust emis-
sion test phase. The test vehicle may not be used to make the adjustment. The dynamometer, using automatic
control of pre-selectable power settings, may be set at any time prior to the beginning of the emission test.

Before the emission test driving schedule may begin, the test cell temperature shall be 266 K (-7 °C) £ 2K, as
measured in the air stream of the cooling fan with a maximum distance of 1,5 m from the vehicle.

During operation of the vehicle the heating and defrosting devices shall be shut off.

The total driving distance or roller revolutions measured are recorded.

A four-wheel drive vehicle shall be tested in a two-wheel drive mode of operation. The determination of the total
road force for dynamometer setting is performed while operating the vehicle in its primary designed driving
mode.

Performing the test

The provisions of paragraphs 6.2 to 6.6, excluding 6.2.2, of Annex 4 apply in respect of starting the engine,
carrying out the test and taking the emission samples. The sampling begins before or at the initiation of the
engine start-up procedure and ends on conclusion of the final idling period of the last elementary cycle of the
Part One (urban driving cycle), after 780 seconds.

The first driving cycle starts with a period of 11 seconds idling as soon as the engine has started.

For the analysis of the sampled emissions the provisions of paragraph 7.2 of Annex 4 apply. In performing the
exhaust sample analysis the technical service shall exercise care to prevent condensation of water vapour in the
exhaust gas sampling bags.

For the calculations of the mass emissions the provisions of paragraph 8 of Annex 4 apply.
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6. OTHER REQUIREMENTS

6.1. Irrational emission control strategy

6.1.1.  Any irrational emission control strategy which results in a reduction in effectiveness of the emission control
system under normal operating conditions at low temperature driving, so far as not covered by the standardised
emission tests, may be considered a defeat device.
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2.1

5.1.

ANNEX 9
TYPE V TEST

(Description of the endurance test for verifying the durability of pollution control devices)

INTRODUCTION

This annex described the test for verifying the durability of anti-pollution devices equipping vehicles with positive-
ignition or compression-ignition engines during an ageing test of 80 000 km.

TEST VEHICLE

The vehicle shall be in good mechanical order; the engine and the anti-pollution devices shall be new. The vehicle
may be the same as that presented for the Type I test; this Type I test has to be done after the vehicle has run at
least 3 000 km of the ageing cycle of paragraph 5.1 below.

FUEL

The durability test is conducted with a suitable commercially available fuel.

VEHICLE MAINTENANCE AND ADJUSTMENTS

Maintenance, adjustments as well as the use of the test vehicle’s controls shall be those recommended by the
manufacturer.

VEHICLE OPERATION ON TRACK, ROAD OR ON CHASSIS DYNAMOMETER

Operating cycle

During operation on track, road or on roller test bench, the distance shall be covered according to the driving
schedule (Figure 9/1) described below:

the durability test schedule is composed of 11 cycles covering 6 kilometres each,

during the first nine cycles, the vehicle is stopped four times in the middle of the cycle, with the engine idling
each time for 15 seconds,

normal acceleration and deceleration,

five decelerations in the middle of each cycle, dropping from cycle speed to 32 kmj/h, and the vehicle is gradually
accelerated again until cycle speed is attained,

the 10th cycle is carried out at a steady speed of 89 km/h,

the 11th cycle begins with maximum acceleration from stop point up to 113 km/h. At half-way, braking is
employed normally until the vehicle comes to a stop. This is followed by an idle period of 15 seconds and a
second maximum acceleration.

The schedule is then restarted from the beginning.
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5.2.

5.3.

5.4.

5.4.1.

5.4.1.1.

5.4.1.2.

5.4.1.3.

5.4.1.4.

5.4.1.5.

5.4.2.

The maximum speed of each cycle is given in the following table.

Table 9.1.

Maximum speed of each cycle

Cycle speed

Cycle in km/h

—

64
48
64
64
56
48
56
72
56
89

113

O 0 N N U R~ W N

—_ =
= o

At the request of the manufacturer, an alternative road test schedule may be used. Such alternative test schedules
shall be approved by the technical service in advance of the test and shall have substantially the same average
speed, distribution of speeds, number of stops per kilometres and number of accelerations per kilometres as the
driving schedule used on track or roller test bench, as detailed in paragraph 5.1 and Figure 9/1.

The durability test, or if the manufacturer has chosen, the modified durability test shall be conducted until the
vehicle has covered a minimum of 80 000 km.

Test equipment

Chassis dynamometer

When the durability test is performed on a chassis dynamometer, the dynamometer shall enable the cycle described
in paragraph 5.1 to be carried out. In particular, it shall be equipped with systems simulating inertia and resis-
tance to progress.

The brake shall be adjusted in order to absorb the power exerted on the driving wheels at a steady speed of 80
km/h. Methods to be applied to determine this power and to adjust the brake are the same as those described in
Appendix 3 to Annex 4.

The vehicle cooling system should enable the vehicle to operate at temperatures similar to those obtained on
road (oil, water, exhaust system, etc.).

Certain other test bench adjustments and features are deemed to be identical, where necessary, to those described
in Annex 4 of this Regulation (inertia, for example, which may be mechanical or electronic).

The vehicle may be moved, where necessary, to a different bench in order to conduct emission measurement
tests.

Operation on track or road

When the durability test is completed on track or road, the vehicle’s reference mass will be at least equal to that
retained for tests conducted on a chassis dynamometer.
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Figure 9/1

Driving schedule

1,1
Stop then
accelerate to lap
speed
0,6 Decelerate 2,1 Decelerate
052 kmi/h to 32 km/h
then then
accelerate to accelerate to
lap speed lap speed
0 and 6 kilometers Start — Finish
Stop then
accelerate to lap
speed
5,3 Decelerate
to 32 km/h
then 3,1 Decelerate
accelerate to to 32 km/h
lap speed then
4,7 Stop then accelerate to
accelerate to lap lap speed
speed
4,2 Decelerate
to 32 km/h
then
accelerate to
lap speed
3,5 Stop
then accelerate
to lap speed

MEASURING EMISSIONS OF POLLUTANTS

At the start of the test (0 km), and every 10 000 km (+ 400 km) or more frequently, at regular intervals until
having covered 80 000 km, exhaust emissions are measured in accordance with the Type I test as defined in
paragraph 5.3.1 of this Regulation. The limit values to be complied with are those laid down in paragraph 5.3.1.4
of this Regulation.

In the case of vehicles equipped with periodically regenerating systems as defined in paragraph 2.20 of this Regu-
lation, it shall be checked that the vehicle is not approaching a regeneration period. If this is the case, the vehicle
must be driven until the end of the regeneration. If a regeneration occurs during the emissions measurement, a
new test (including preconditioning) shall be performed, and the first result not taken into account.

All exhaust emissions results shall be plotted as a function of the running distance on the system rounded to the
nearest kilometre and the best fit straight line fitted by the method of least squares shall be drawn through all
these data points. This calculation shall not take into account the test results at 0 km.

The data will be acceptable for use in the calculation of the deterioration factor only if the interpolated 6 400 km
and 80 000 km points on this line are within the above mentioned limits.
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The data are still acceptable when a best fit straight line crosses an applicable limit with a negative slope (the
6 400 km interpolated point is higher than the 80 000 km interpolated point) but the 80 000 km actual data
point is below the limit.

A multiplicative exhaust emission deterioration factor shall be calculated for each pollutant as follows:

Mi,
D.E.F.=—
Mi,
where:
— Mi; = mass emission of the pollutant i in g/km interpolated to 6 400 km,
— Mi, = mass emission of the pollutant i in g/km interpolated to 80 000 km.

These interpolated values shall be carried out to a minimum of four places to the right of the decimal point
before dividing one by the other to determine the deterioration factor. The result shall be rounded to three places
to the right of the decimal point.

If a deterioration factor is less than one, it is deemed to be equal to one.
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1.1.

ANNEX 10

SPECIFICATIONS OF REFERENCE FUELS

SPECIFICATIONS OF REFERENCE FUELS FOR TESTING VEHICLES TO THE EMISSION LIMITS GIVEN IN ROW A
OF THE TABLE IN PARAGRAPH 5.3.1.4. — TYPE I TEST

TECHNICAL DATA ON THE REFERENCE FUEL TO BE USED FOR TESTING VEHICLES EQUIPPED WITH POSITIVE-
IGNITION ENGINES

Type: unleaded petrol

Limits (1)
Parameter Unit — _ Test Method
minimum maximum
Research octane number, RON 95,0 — EN 25164
Motor octane number, MON 85,0 — EN 25163
Density at 15 °C kg/m’ 748 762 ISO 3675
Reid vapour pressure kPa 56,0 60,0 EN 12
Distillation:
— initial boiling point °C 24 40 EN-ISO 3405
— evaporated at 100 °C per cent v|v 49,0 57,0 EN-ISO 3405
— evaporated at 150 °C per cent v[v 81,0 87,0 EN-ISO 3405
— final boiling point °C 190 215 EN-ISO 3405
Residue per cent v|v — 2 EN-ISO 3405
Hydrocarbon analysis:
— olefins per cent v[v — 10 ASTM D 1319
— aromatics per cent v[v 28,0 40,0 ASTM D 1319
— Dbenzene per cent v[v — 1,0 pr. EN 12177
— saturates per cent v[v — balance ASTM D 1319
Carbon/hydrogen ratio report report
Induction period (%) min. 480 — EN-ISO 7536
Oxygen content per cent m/m — 2,3 EN 1601
Existent gum mg/ml — 0,04 EN-ISO 6246
Sulphur content (3) mg/kg — 100 pr. EN ISO/DIS
14596

Class I copper corrosion — 1 EN-ISO 2160
Lead content mg|l — 5 EN 237
Phosphorus content mg|l — 1,3 ASTM D 3231

(") The values quoted in the specifications are ‘true values’. In establishment of their limit values the terms of ISO 4259 ‘Petroleum
products — Determination and application of precision data in relation to methods of test’ have been applied and in fixing a
minimum value, a minimum difference of 2R above zero has been taken into account; in fixing a maximum and minimum value,
the minimum difference is 4R (R = reproducibility).

Notwithstanding this measure, which is necessary for technical reasons, the manufacturer of fuels should nevertheless aim at a
zero value where the stipulated maximum value is 2R and at the mean value in the case of quotations of maximum and minimum
limits. Should it be necessary to clarify the questions as to whether a fuel meets the requirements of the specifications, the terms
of ISO 4259 should be applied.

The fuel may contain oxidation inhibitors and metal deactivators normally used to stabilise refinery gasoline streams, but
detergent/dispersive additives and solvent oils must not be added.

(%) The actual sulphur content of the fuel used for the Type I test shall be reported.

(2
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ENGINE

Type: Diesel fuel

1.2. TECHNICAL DATA ON THE REFERENCE FUEL TO BE USED FOR TESTING VEHICLES EQUIPPED WITH DIESEL

Limits (1)
Parameter Unit — - Test Method
minimum maximum
Cetane number (3 52,0 54,0 EN-ISO 5165
Density at 15 °C kg/m’ 833 837 EN-ISO 3675
Distillation:
— 50 per cent point °C 245 — EN-ISO 3405
— 95 per cent point °C 345 350 EN-ISO 3405
— final boiling point °C — 370 EN-ISO 3405
Flash point °C 55 — EN 22719
CFPP °C — =5 EN 116
Viscosity at 40 °C mmz/s 2,5 3,5 EN-ISO 3104
Polycyclic aromatic hydrocarbons per cent m/m | 3 6,0 IP 391
Sulphur content (3) mg/kg — 300 Pr. EN-ISO/DIS
14596

Copper corrosion — 1 EN-ISO 2160
Conradson carbon residue (10 per cent per cent m/m — 0,2 EN-ISO 10370
DR)
Ash content per cent m/m — 0,01 EN-ISO 6245
Water content per cent m/m — 0,02 EN-ISO 12937
Neutralisation (strong acid) number mg KOH/g — 0,02 ASTM D 974-95
Oxidation stability (#) mg/ml — 0,025 EN-ISO 12205
New and better method for poly-cyclic per cent m/m — — EN 12916
aromatics under development

The values quoted in the specifications are ‘true values’. In establishment of their limit values the terms of ISO 4259 ‘Petroleum
products — Determination and application of precision data in relation to methods of test’ have been applied and in fixing a
minimum value, a minimum difference of 2R above zero has been taken into account; in fixing a maximum and minimum value,
the minimum difference is 4R (R = reproducibility).

Notwithstanding this measure, which is necessary for technical reasons, the manufacturer of fuels should nevertheless aim at a
zero value where the stipulated maximum value is 2R and at the mean value in the case of quotations of maximum and minimum
limits. Should it be necessary to clarify the questions as to whether a fuel meets the requirements of the specifications, the terms
of ISO 4259 should be applied.

The range for cetane number is not in accordance with the requirements of a minimum range of 4R. However, in the case of a
dispute between fuel supplier and fuel user, the terms of ISO 4259 may be used to resolve such disputes provided replicate mea-
surements, of sufficient number to archive the necessary precision, are made in preference to single determinations.

(%) The actual sulphur content of the fuel used for the Type I test shall be reported.

(*) Even though oxidation stability is controlled, it is likely that shelf life will be limited. Advice should be sought from the supplier as
to storage conditions and life.

-
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2.1.

SPECIFICATIONS OF REFERENCE FUELS FOR TESTING VEHICLES TO THE EMISSION LIMITS GIVEN IN ROW B OF
THE TABLE IN PARAGRAPH 5.3.1.4. — TYPE [ TEST

TECHNICAL DATA ON THE REFERENCE FUEL TO BE USED FOR TESTING VEHICLES EQUIPPED WITH POSITIVE-
IGNITION ENGINES

Type: Unleaded petrol

Limits (1)
Parameter Unit — . Test Method
minimum maximum
Research octane number, RON 95,0 — EN 25164
Motor octane number, MON 85,0 — EN 25163
Density at 15 °C kg/m’ 740 754 ISO 3675
Reid vapour pressure kPa 56,0 60,0 pr. EN ISO
13016-1 (DVPE)

Distillation:
— Evaporated at 70 °C per cent v[v 24,0 40,0 EN-ISO 3405
— Evaporated at 100 °C per cent v|v 50,0 58,0 EN-ISO 3405
— Evaporated at 150 °C per cent v[v 83,0 89,0 EN-ISO 3405
— final boiling point °C 190 210 EN-ISO 3405
Residue per cent v|v — 2,0 EN-ISO 3405
Hydrocarbon analysis:
Olefins per cent v[v — 10,0 ASTM D 1319
Aromatics per cent v/v 29,0 35,0 ASTM D 1319
Saturates per cent v[v Report ASTM D 1319
Benzene per cent v|v — 1,0 pr. EN 12177
Carbon/hydrogen ratio Report
Induction period () minutes 480 — EN-ISO 7536
Oxygen content per cent m/m — 1,0 EN 1601
Existent gum mg/ml — 0,04 EN-ISO 6246
Sulphur content (?) mglkg — 10 ASTM D 5453
Copper corrosion — class 1 EN-ISO 2160
Lead content mg/l — 5 EN 237
Phosphorus content mg|l — 1,3 ASTM D 3231

(") The values quoted in the specifications are ‘true values’. In establishment of their limit values the terms of ISO 4259 ‘Petroleum
products — Determination and application of precision data in relation to methods of test’ have been applied and in fixing a
minimum value, a minimum difference of 2R above zero has been taken into account; in fixing a maximum and minimum value,
the minimum difference is 4R (R = reproducibility).

Notwithstanding this measure, which is necessary for technical reasons, the manufacturer of fuels should nevertheless aim at a
zero value where the stipulated maximum value is 2R and at the mean value in the case of quotations of maximum and mini-
mum limits. Should it be necessary to clarify the questions as to whether a fuel meets the requirements of the specifications, the
terms of ISO 4259 should be applied.

The fuel may contain oxidation inhibitors and metal deactivators normally used to stabilise refinery gasoline streams, but
detergent/dispersive additives and solvent oils must not be added.

(%) The actual sulphur content of the fuel used for the Type I test shall be reported.

(2
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2.2. TECHNICAL DATA ON THE REFERENCE FUEL TO BE USED FOR TESTING VEHICLES EQUIPPED WITH DIESEL

ENGINE

Type: Diesel fuel

Limits (1)
Parameter Unit — ' Test Method
minimum maximum

Cetane number (?) 52,0 54,0 EN-ISO 5165
Density at 15 °C kg/m® 833 837 EN-ISO 3675
Distillation:
— 50 per cent point °C 245 — EN-ISO 3405
— 95 per cent point °C 345 350 EN-ISO 3405
—  Final boiling point °C — 370 EN-ISO 3405
Flash point °C 55 — EN 22719
CFPP °C — -5 EN 116
Viscosity at 40 °C mm?/s 2,3 3,3 EN-ISO 3104
Polycyclic aromatic hydrocarbons per cent m/m | 3,0 6,0 IP 391
Sulphur content (3) mg/kg — 10 ASTM D 5453
Copper corrosion — Class 1 EN-ISO 2160
Conradson carbon residue (10 per per cent m/m — 0,2 EN-ISO 10370
cent DR)
Ash content per cent m/m — 0,01 EN-ISO 6245
Water content per cent m/m — 0,02 EN-ISO 12937
Neutralisation (strong acid) number mg KOH/g — 0,02 ASTM D 974
Oxidation stability (4) mg/ml — 0,025 EN-ISO 12205
Lubricity (HFRR wear scan diameter at pm — 400 CEC F-06-A-96
60 °C)
FAME Prohibited

)

= =

The values quoted in the specifications are ‘true values’. In establishment of their limit values the terms of ISO 4259 ‘Petroleum
products — Determination and application of precision data in relation to methods of test’ have been applied and in fixing a
minimum value, a minimum difference of 2R above zero has been taken into account; in fixing a maximum and minimum value,
the minimum difference is 4R (R = reproducibility).

Notwithstanding this measure, which is necessary for technical reasons, the manufacturer of fuels should nevertheless aim at a
zero value where the stipulated maximum value is 2R and at the mean value in the case of quotations of maximum and mini-
mum limits. Should it be necessary to clarify the questions as to whether a fuel meets the requirements of the specifications, the
terms of ISO 4259 should be applied.

The range for cetane number is not in accordance with the requirements of a minimum range of 4R. However, in the case of a
dispute between fuel supplier and fuel user, the terms of ISO 4259 may be used to resolve such disputes provided replicate
measurements, of sufficient number to archive the necessary precision, are made in preference to single determinations.

The actual sulphur content of the fuel used for the Type I test shall be reported.

Even though oxidation stability is controlled, it is likely that shelf life will be limited. Advice should be sought from the supplier
as to storage conditions and life.
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SPECIFICATIONS OF REFERENCE FUEL TO BE USED FOR TESTING VEHICLES EQUIPPED WITH POSITIVE-
IGNITION ENGINES AT LOW AMBIENT TEMPERATURE — TYPE VI TEST

Type: Unleaded petrol

Limits (1)
Parameter Unit — : Test Method
minimum maximum
Research octane number, RON 95,0 — EN 25164
Motor octane number, MON 85,0 — EN 25163
Density at 15 °C kg/m’ 740 754 ISO 3675
Reid vapour pressure kPa 56,0 95,0 pr. EN ISO
13016-1 (DVPE)

Distillation:
— Evaporated at 70 °C per cent v[v 24,0 40,0 EN-ISO 3405
— Evaporated at 100 °C per cent v|v 50,0 58,0 EN-ISO 3405
— Evaporated at 150 °C per cent v[v 83,0 89,0 EN-ISO 3405
— final boiling point °C 190 210 EN-ISO 3405
Residue per cent v[v — 2,0 EN-ISO 3405
Hydrocarbon analysis:
Olefins per cent v[v — 10,0 ASTM D 1319
Aromatics per cent v[v 29,0 35,0 ASTM D 1319
Saturates per cent v[v Report ASTM D 1319
Benzene per cent v[v — 1,0 pr. EN 12177
Carbon/hydrogen ratio Report
Induction period (2) minutes 480 — EN-ISO 7536
Oxygen content per cent m/m — 1,0 EN 1601
Existent gum mg/ml — 0,04 EN-ISO 6246
Sulphur content (%) mg/kg — 10 ASTM D 5453
Copper corrosion — Class 1 EN-ISO 2160
Lead content mg/l — 5 EN 237
Phosphorus content mg/l — 1,3 ASTM D 3231

(") The values quoted in the specifications are ‘true values’. In establishment of their limit values the terms of ISO 4259 ‘Petroleum
products — Determination and application of precision data in relation to methods of test’ have been applied and in fixing a
minimum value, a minimum difference of 2R above zero has been taken into account; in fixing a maximum and minimum value,
the minimum difference is 4R (R = reproducibility).

Notwithstanding this measure, which is necessary for technical reasons, the manufacturer of fuels should nevertheless aim at a
zero value where the stipulated maximum value is 2R and at the mean value in the case of quotations of maximum and mini-
mum limits. Should it be necessary to clarify the questions as to whether a fuel meets the requirements of the specifications, the
terms of ISO 4259 should be applied.

The fuel may contain oxidation inhibitors and metal deactivators normally used to stabilise refinery gasoline streams, but
detergent/dispersive additives and solvent oils must not be added.

(%) The actual sulphur content of the fuel used for the Type VI test shall be reported.

(Z
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1.1.

ANNEX 10a

SPECIFICATIONS OF GASEOUS REFERENCE FUELS

TECHNICAL DATA OF THE LPG REFERENCE FUELS

. TECHNICAL DATA OF THE LPG REFERENCE FUELS USED FOR TESTING VEHICLES TO THE EMISSION LIMITS

GIVEN IN ROW A OF THE TABLE IN PARAGRAPH 5.3.1.4 — TYPE I TEST

Parameter Unit Fuel A Fuel B Test method
Composition: ISO 7941
C;-content per cent vol 302 85+ 2
C,-content per cent vol balance balance
<Cy>C, per cent vol max. 2 max. 2
Olefins per cent vol max. 12 max. 15
Evaporation residue mg/kg max. 50 max. 50 ISO 13757
Water at 0 °C free free visual inspection
Total sulphur content mg/kg max. 50 max. 50 EN 24260
Hydrogen sulphide none none ISO 8819
Copper strip corrosion rating Class 1 class 1 ISO 6251 (1)
Odour characteristic characteristic
Motor octane number min. 89 min. 89 EN 589 Annex B

() This method may not accurately determine the presence of corrosive materials if the sample contains corrosion inhibitors or
other chemicals which diminish the corrosivity of the sample to the copper strip. Therefore, the addition of such compounds
for the sole purpose of biasing the test method is prohibited.

. TECHNICAL DATA OF THE LPG REFERENCE FUELS USED FOR TESTING VEHICLES TO THE EMISSION LIMITS
GIVEN IN ROW B OF THE TABLE IN PARAGRAPH 5.3.1.4. OF ANNEX I — TYPE I TEST

Parameter Unit Fuel A Fuel B Test method
Composition: ISO 7941
C;-content per cent vol 302 85 +2
C,-content per cent vol balance balance
<Cs >C, per cent vol max. 2 max. 2
Olefins per cent vol max. 12 max. 15
Evaporation residue mg/kg max. 50 max. 50 ISO 13757
Water at 0 °C free free Visual inspection
Total sulphur content mg/kg max. 10 max. 10 EN 24260
Hydrogen sulphide none none ISO 8819
Copper strip corrosion Rating class 1 class 1 ISO 6251 (1)
Odour characteristic characteristic
Motor octane number min. 89 min. 89 EN 589 Annex B

() This method may not accurately determine the presence of corrosive materials if the sample contains corrosion inhibitors or
other chemicals which diminish the corrosivity of the sample to the copper strip. Therefore, the addition of such compounds
for the sole purpose of biasing the test method is prohibited.
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1.2.

TECHNICAL DATA OF THE NG REFERENCE FUELS

Limits
Characteristics Units Basis - Test Method
min max.
Reference fuel G,
Composition:
Methane per cent mole | 100 99 100 ISO 6974
Balance (1) per cent mole — — 1 ISO 6974
N, per cent mole ISO 6974
Sulphur content mg/m? (2) — — 10 ISO 6326-5
Wobbe Index (net) Mj/m> (3) 48,2 47,2 49,2
Reference fuel G,
Composition:
Methane per cent mole | 86 84 88 ISO 6974
Balance (1) per cent mole — — 1 ISO 6974
N, per cent mole | 14 12 16 ISO 6974
Sulphur content mg/m’ (?) — — 10 ISO 6326-5
Wobbe Index (net) MJ/m? (3) 39,4 38,2 40,6

(") Inerts (different from N,) + C, + C,.,.
(3) Value to be determined at 293,2 K (20 °C) and 101,3 kPa.
(%) Value to be determined at 273,2 K (0 °C) and 101,3 kPa.
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ANNEX 11

ON-BOARD DIAGNOSTICS (OBD) FOR MOTOR VEHICLES

1. INTRODUCTION

This annex applies to the functional aspects of on-board diagnostic (OBD) system for the emission control of
motor vehicles.

2. DEFINITIONS

For the purposes of this annex:

2.1. ‘OBD’ means an on-board diagnostic system for emission control which shall have the capability of identifying
the likely area of malfunction by means of fault codes stored in computer memory.

2.2, Vehicle type’ means a category of power-driven vehicles which do not differ in such essential engine and OBD
system characteristics.

2.3. ‘Vehicle family’ means a manufacturer’s grouping of vehicles which, through their design, are expected to have
similar exhaust emission and OBD system characteristics. Each vehicle of this family shall have complied with
the requirements of this Regulation as defined in Appendix 2 to this annex.

2.4. ‘Emission control system’ means the electronic engine management controller and any emission-related component
in the exhaust or evaporative system which supplies an input to or receives an output from this controller.

2.5. ‘Malfunction indicator (MI)’ means a visible or audible indicator that clearly informs the driver of the vehicle in the
event of a malfunction of any emission-related component connected to the OBD system, or the OBD system
itself.

2.6. ‘Malfunction’ means the failure of an emission-related component or system that would result in emissions exceed-
ing the limits in paragraph 3.3.2. or if the OBD system is unable to fulfil the basic monitoring requirements of
this annex

2.7. ‘Secondary air’ refers to air introduced into the exhaust system by means of a pump or aspirator valve or other
means that is intended to aid in the oxidation of HC and CO contained in the exhaust gas stream.

2.8. ‘Engine misfire’ means lack of combustion in the cylinder of a positive-ignition engine due to absence of spark,
poor fuel metering, poor compression or any other cause. In terms of OBD monitoring it is that percentage of
misfires out of a total number of firing events (as declared by the manufacturer) that would result in emissions
exceeding the limits given in paragraph 3.3.2 or that percentage that could lead to an exhaust catalyst, or cata-
lysts, overheating causing irreversible damage.

2.9. ‘Type I test’ means the driving cycle (Parts One and Two) used for emission approvals, as detailed in Annex 4,
Appendix 1.
2.10. A ‘driving cycle’ consists of engine start-up, driving mode where a malfunction would be detected if present, and

engine shut-off.

2.11. A ‘warm-up cycle’ means sufficient vehicle operation such that the coolant temperature has risen by a least 22 K
from engine starting and reaches a minimum temperature of 343 K (70 °C).

2.12. A ‘Fuel trim’ refers to feedback adjustments to the base fuel schedule. Short-term fuel trim refers to dynamic or
instantaneous adjustments. Long-term fuel trim refers to much more gradual adjustments to the fuel calibration
schedule than short-term trim adjustments. These long-term adjustments compensate for vehicle differences and
gradual changes that occur over time.
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2.13.

2.14.

2.15.

2.16.

2.17.

2.17.1.

2.17.2.

2.18.

2.19.

2.20.

3.1.

A “Calculated load value’ refers to an indication of the current airflow divided by peak airflow, where peak airflow
is corrected for altitude, if available. This definition provides a dimensionless number that is not engine specific
and provides the service technician with an indication of the proportion of engine capacity that is being used
(with wide open throttle as 100 per cent);

Current airflow Atmospheric pressure (at sea level)

Peak airflow (at sea level) Barometric pressure

‘Permanent emission default mode’ refers to a case where the engine management controller permanently switches
to a setting that does not require an input from a failed component or system where such a failed component or
system would result in an increase in emissions from the vehicle to a level above the limits given in para-
graph 3.3.2 of this annex.

‘Power take-off unit’ means an engine-driven output provision for the purposes of powering auxiliary, vehicle
mounted, equipment.

‘Access’ means the availability of all emission-related OBD data including all fault codes required for the inspec-
tion, diagnosis, servicing or repair of emissions-related parts of the vehicle, via the serial interface for the stan-
dard diagnostic connection (pursuant to Appendix 1 to this annex, paragraph 6.5.3.5).

‘Unrestricted’ means:
access not dependent on an access code obtainable only from the manufacturer, or a similar device, or

access allowing evaluation of the data produced without the need for any unique decoding information, unless
that information itself is standardised.

‘Standardised’ means that all data stream information, including all fault codes used, shall be produced only in
accordance with industry standards which, by virtue of the fact that their format and their permitted options are
clearly defined, provide for a maximum level of harmonisation in the motor vehicle industry, and whose use is
expressly permitted in this Regulation.

‘Repair information’ means all information required for diagnosis, servicing, inspection, periodic monitoring or
repair of the vehicle and which the manufacturers provide for their authorised dealers/repair shops. Where nec-
essary, such information shall include service handbooks, technical manuals, diagnosis information (e.g. mini-
mum and maximum theoretical values for measurements), wiring diagrams, the software calibration identification
number applicable to a vehicle type, instructions for individual and special cases, information provided concern-
ing tools and equipment, data record information and two-directional monitoring and test data. The manufac-
turer shall not be obliged to make available that information which is covered by intellectual property rights or
constitutes specific know-how of manufacturers and/or OEM suppliers; in this case the necessary technical infor-
mation shall not be improperly withheld.

‘Deficiency’ means, in respect of vehicle OBD systems, that up to two separate components or systems that are
monitored contain temporary or permanent operating characteristics that impair the otherwise efficient OBD
monitoring of those components or systems or do not meet all of the other detailed requirements for
OBD. Vehicles may be type-approved, registered and sold with such deficiencies according to the requirements
of paragraph 4 of this annex.

REQUIREMENTS AND TESTS

All vehicles shall be equipped with an OBD system so designed, constructed and installed in a vehicle as to enable
it to identify types of deterioration or malfunction over the entire life of the vehicle. In achieving this objective the
approval authority shall accept that vehicles which have travelled distances in excess of the Type V durability
distance, referred to in paragraph 3.3.1, may show some deterioration in OBD system performance such that the
emission limits given in paragraph 3.3.2 may be exceeded before the OBD system signals a failure to the driver of
the vehicle.

Access to the OBD system required for the inspection, diagnosis, servicing or repair of the vehicle shall be unre-
stricted and standardised. All emission-related fault codes shall be consistent with paragraph 6.5.3.4 of Appen-
dix 1 to this annex.

No later than three months after the manufacturer has provided any authorised dealer or repair shop with repair
information, the manufacturer shall make that information (including all subsequent amendments and supple-
ments) available upon reasonable and non-discriminatory payment and shall notify the approval authority
accordingly.
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3.2.

3.2.1.

3.2.1.1.

3.2.1.2.

3.2.1.3.

3.2.2.

3.2.2.1.

3.2.2.2.

3.3.

In the event of failure to comply with these provisions the approval authority shall act to ensure that repair
information is available, in accordance with the procedures laid down for type approval and in-service surveys.

The OBD system shall be so designed, constructed and installed in a vehicle as to enable it to comply with the
requirements of this annex during conditions of normal use.

Temporary disablement of the OBD system

A manufacturer may disable the OBD system if its ability to monitor is affected by low fuel levels. Disablement
shall not occur when the fuel tank level is above 20 per cent of the nominal capacity of the fuel tank.

A manufacturer may disable the OBD system at ambient engine starting temperatures below 266 K (- 7 °C) or at
elevations over 2 500 metres above sea level provided the manufacturer submits data and/or an engineering
evaluation which adequately demonstrate that monitoring would be unreliable when such conditions exist. A
manufacturer may also request disablement of the OBD system at other ambient engine starting temperatures if
he demonstrates to the authority with data and/or an engineering evaluation that misdiagnosis would occur under
such conditions. misdiagnosis would occur under such conditions. It is not necessary to illuminate the malfunc-
tion indicator (MI) if the OBD thresholds are exceeded during a regeneration provided no defect is present.

For vehicles designed to accommodate the installation of power take-off units, disablement of affected monitor-
ing systems is permitted provided disablement occurs only when the power take-off unit is active.

Engine misfire in vehicles equipped with positive-ignition engines

Manufacturers may adopt higher misfire percentage malfunction criteria than those declared to the authority,
under specific engine speed and load conditions where it can be demonstrated to the authority that the detection
of lower levels of misfire would be unreliable.

When a manufacturer can demonstrate to the authority that the detection of higher levels of misfire percentages
is still not feasible, or that misfire cannot be distinguished from other effects (e.g. rough roads, transmission
shifts, after engine starting; etc.) the misfire monitoring system may be disabled when such conditions exist.

Description of tests

The test are carried out on the vehicle used for the Type V durability test, given in Annex 9, and using the test
procedure in Appendix 1 to this annex. Tests are carried out at the conclusion of the Type V durability testing.

When no Type V durability testing is carried out, or at the request of the manufacturer, a suitably aged and
representative vehicle may be used for these OBD demonstration tests.

The OBD system shall indicate the failure of an emission-related component or system when that failure results
in emissions exceeding the threshold limits given below:

Mass of total Mass of oxides Mas's of

Mass of carbon hydrocarbons of nitrogen particu-

Reference mass (RM) monoxide (CO) Y (THO) (NO ,)g lates (1)
(kg) L o L M)

m L

ke lkm) k) i)

Class Category Petrol | Diesel | Petrol | Diesel | Petrol | Diesel Diesel
M (2) — all 3,20 3,20 0,40 0,40 0,60 1,20 0,18
N, () I RM < 1 305 3,20 3,20 0,40 0,40 0,60 1,20 0,18
I 1305<RM <1760 5,80 4,00 0,50 0,50 0,70 1,60 0,23
111 1760 <RM 7,30 4,80 0,60 0,60 0,80 1,90 0,28

(') For compression-ignition engines.
(?) Except vehicles the maximum mass of which exceeds 2 500 kg.
(*) And those category M vehicles which are specified in note 2.
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3.3.3.

3.3.3.1.

3.3.3.2.

3.3.3.3.

3.3.3.4.

3.3.3.5.

3.3.3.6.

3.3.4.1.

3.3.4.2.

3.3.4.3.

3.3.4.4.

3.3.4.5.

3.4.

Monitoring requirements for vehicles equipped with positive-ignition engines
In satisfying the requirements of paragraph 3.3.2 the OBD system shall, at a minimum, monitor for:

reduction in the efficiency of the catalytic converter with respect to the emissions of HC only. Manufacturers
may monitor the front catalyst alone or in combination with the next catalyst(s) downstream. Each monitored
catalyst or catalyst combination shall be considered malfunctioning when the emissions exceed the HC threshold
given in table in paragraph 3.3.2;

the presence of engine misfire in the engine operating region bounded by the following lines:

(@) a maximum speed of 4 500 min~" or 1 000 min™" greater than the highest speed occurring during a Type I
test cycle, whichever is the lower;

(b) the positive torque line (i.e. engine load with the transmission in neutral);

(c) a line joining the following engine operating points: the positive torque line at 3 000 min™" and a point on
the maximum speed line defined in (a) above with the engine’s manifold vacuum at 13,33 kPa lower than
that at the positive torque line.

oxygen sensor deterioration;

if active on the selected fuel, other emission control system components or systems, or emission related power-
train components or systems which are connected to a computer, the failure of which may result in tailpipe
emissions exceeding the limits given in paragraph 3.3.2;

unless otherwise monitored, any other emission-related power-train component connected to a computer, includ-
ing any relevant sensors to enable monitoring functions to be carried out, shall be monitored for circuit continuity;

the electronic evaporative emission purge control shall, at a minimum, be monitored for circuit continuity.
Monitoring requirements for vehicles equipped with compression-ignition engines

In satisfying the requirements of paragraph 3.3.2 the OBD system shall monitor:

Where fitted, reduction in the efficiency of the catalytic converter;

Where fitted, the functionality and integrity of the particulate trap;

The fuel-injection system electronic fuel quantity and timing actuator(s) isfare monitored for circuit continuity
and total functional failure;

Other emission control system components or systems, or emission-related power-train components or systems,
which are connected to a computer, the failure of which may result in exhaust emissions exceeding the limits
given in paragraph 3.3.2. Examples of such systems or components are those for monitoring and control of air
mass-flow, air volumetric flow (and temperature), boost pressure and inlet manifold pressure (and relevant sen-
sors to enable these functions to be carried out).

Unless otherwise monitored, any other emission-related power-train component connected to a computer shall
be monitored for circuit continuity.

Manufacturers may demonstrate to the approval authority that certain components or systems need not be moni-
tored if, in the event of their total failure or removal, emissions do not exceed the emission limits given in
paragraph 3.3.2.

A sequence of diagnostic checks shall be initiated at each engine start and completed at least once provided that
the correct test conditions are met. The test conditions shall be selected in such a way that they all occur under
normal driving as represented by the Type I test.
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3.5.

3.6.

3.6.1.

3.6.2.

3.7.

3.8.

3.8.1.

Activation of malfunction indicator (MI)

The OBD system shall incorporate a malfunction indicator readily perceivable to the vehicle operator. The MI
shall not be used for any other purpose except to indicate emergency start-up or limp-home routines to the
driver. The MI shall be visible in all reasonable lighting conditions. When activated, it shall display a symbol in
conformity with ISO 2575 (*). A vehicle shall not be equipped with more than one general purpose MI for
emission-related problems. Separate specific purpose telltales (e. g. brake system, fasten seat belt, oil pressure,
etc.) are permitted. The use of red colour for an MI is prohibited.

For strategies requiring more than two preconditioning cycles for MI activation, the manufacturer must provide
data and/or an engineering evaluation which adequately demonstrates that the monitoring system is equally effec-
tive and timely in detecting component deterioration. Strategies requiring on average more than ten driving cycles
for MI activation are not accepted. The MI must also activate whenever the engine control enters a permanent
emission default mode of operation if the emission limits given in paragraph 3.3.2 are exceeded or if the OBD
system is unable to fulfil the basic monitoring requirements specified in paragraph 3.3.3 or 3.3.4 of this annex. The
MI must operate in a distinct warning mode, e.g. a flashing light, under any period during which engine misfire
occurs at a level likely to cause catalyst damage, as specified by the manufacturer. The MI must also activate
when the vehicle’s ignition is in the key-on’ position before engine starting or cranking and de-activate after
engine starting if no malfunction has previously been detected.

The OBD system must record fault code(s) indicating the status of the emission control system. Separate status codes
must be used to identify correctly functioning emission control systems and those emission control systems which
need further vehicle operation to be fully evaluated. If the MI is activated due to deterioration or malfunction or
permanent emission default modes of operation, a fault code must be stored that identifies the type of
malfunction. A fault code must also be stored in the cases referred to in paragraphs 3.3.3.5 and 3.3.4.5 of this annex.

The distance travelled by the vehicle while the MI is activated shall be available at any instant through the serial
port on the standard link connector (2).

In the case of vehicles equipped with positive-ignition engines, misfiring cylinders need not be uniquely identi-
fied if a distinct single or multiple cylinder misfire fault code is stored.

Extinguishing the MI

If misfire at levels likely to cause catalyst damage (as specified by the manufacturer) is not present any more, or if
the engine is operated after changes to speed and load conditions where the level of misfire will not cause cata-
lyst damage, the MI may be switched back to the previous state of activation during the first driving cycle on
which the misfire level was detected and may be switched to the normal activated mode on subsequent driving
cycles. If the MI is switched back to the previous state of activation, the corresponding fault codes and stored
freeze-frame conditions may be erased.

For all other malfunctions, the MI may be de-activated after three subsequent sequential driving cycles during
which the monitoring system responsible for activating the MI ceases to detect the malfunction and if no other
malfunction has been identified that would independently activate the ML

Erasing a fault code

The OBD system may erase a fault code and the distance travelled and freeze-frame information if the same fault
is not re-registered in at least 40 engine warm-up cycles.

(") International Standard ISO 2575-1982 (E), entitled ‘Road vehicles: Symbols for control indicators and tell-tales’, Symbol Number 4.36.

(%) This requirement is only applicable from 1 January 2003 to new types of vehicles with an electronic speed input to the engine man-
agement. It applies to all vehicles entering into service from 1 January 2005.
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3.9.

4.1.

4.2.

4.2.1.

4.2.2.

4.3.

4.4.

4.5.

Bi-fuelled gas vehicles

For bi-fuelled gas vehicles, the procedures:

— activation of malfunction indicator (MI) (see paragraph 3.5 of this annex);
— fault code storage (see paragraph 3.6 of this annex);

— extinguishing the MI (see paragraph 3.7 of this annex);

— erasing a fault code (see paragraph 3.8 of this annex),

shall be executed independently of each other when the vehicle is operated on petrol or on gas. When the vehicle
is operated on petrol, the result of any of the procedures indicated above shall not be affected when the vehicle
is operated on gas. When the vehicle is operated on gas, the result of any of the procedures indicated above shall
not be affected when the vehicle is operated on petrol.

REQUIREMENTS RELATING TO THE TYPE-APPROVAL OF ON-BOARD DIAGNOSTIC SYSTEMS

A manufacturer may request to the authority that an OBD system be accepted for type-approval even though
the system contains one or more deficiencies such that the specific requirements of this annex are not fully met.

In considering the request, the authority shall determine whether compliance with the requirements of this annex
is infeasible or unreasonable.

The authority shall take into consideration data from the manufacturer that details such factors as, but not lim-
ited to, technical feasibility, lead time and production cycles including phase-in or phase-out of engines or vehicle
designs and programmed upgrades of computers, the extent to which the resultant OBD system will be effective
in complying with the requirements of this Regulation and that the manufacturer has demonstrated an accept-
able level of effort towards compliance with the requirements of this Regulation.

The authority will not accept any deficiency request that includes the complete lack of a required diagnostic
monitor.

The authority will not accept any deficiency request that does not respect the OBD threshold limits in
paragraph 3.3.2.

In determining the identified order of deficiencies, deficiencies relating to paragraphs 3.3.3.1, 3.3.3.2 and 3.3.3.3
of this annex for positive-ignition engines and paragraphs 3.3.4.1, 3.3.4.2 and 3.3.4.3 of this annex for
compression-ignition engines shall be identified first.

Prior to or at the time of type-approval, no deficiency shall be granted in respect of the requirements of para-
graph 6.5, except paragraph 6.5.3.4 of Appendix 1 to this annex. This paragraph does not apply to bi-fuelled
gas vehicles.

Bi-fuelled gas vehicles

Notwithstanding the requirements of paragraph 3.9.1, and where requested by the manufacturer, the administra-
tive department shall accept the following deficiencies as meeting the requirements of this annex for the purpose
of the type-approval of bi-fuelled gas vehicles:

— erasing of fault codes, distance travelled and freeze-frame information after 40 engine warm-up cycles, inde-
pendent of the fuel currently in use;

— activation of the MI on both fuel types (petrol and gas) after the detection of a malfunction on one of the
fuel types;

— de-activation of the MI after three subsequent sequential driving cycles without malfunction, independent
of the fuel currently in use;

— use of two status codes, one for each fuel type.

Further options may be requested by the manufacturer and granted at the discretion of the administrative
department.
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4.6.

4.6.1.

4.6.1.1.

4.6.2.

4.7.

5.1.

5.2.

5.2.1.

Notwithstanding the requirements of paragraph 6.6 of Appendix 1 to this annex, and where requested by the
manufacturer, the type-approval shall accept the following deficiencies as meeting the requirements of this annex
for the evaluation and transmission of diagnostic signals:

— transmission of the diagnostic signals for the fuel currently in use on a single source address;

— evaluation of one set of diagnostic signals for both fuel types corresponding to the evaluation on mono-
fuelled gas vehicles, and independent of the fuel currently in use);

— selection of one set of diagnostic signals (associated to one of the two fuel types) by the position of a fuel
switch;

— evaluation and transmission of one set of diagnostic signals for both fuels in the petrol computer indepen-
dent of the fuel use. The as supply system computer will evaluate and transmit the gaseous fuel system
related diagnostic signals and store status history.

Further options may be requested by the manufacturer and granted at the discretion of the type-approval authority.

Deficiency period

A deficiency may be carried-over for a period of two years after the date of type-approval of the vehicle type unless
it can be adequately demonstrated that substantial vehicle hardware modifications and additional lead-time beyond
two years would be necessary to correct the deficiency. In such a case, the deficiency may be carried-over for a period
not exceeding three years.

In the case of a bi-fuelled gas vehicle, a deficiency granted in accordance with paragraph 4.5 may be carried-over
for a period of three years after the date of type-approval of the vehicle type unless it can be adequately demon-
strated that substantial vehicle hardware modifications and additional lead-time beyond three years would be
necessary to correct the deficiency. In such a case, the deficiency may be carried-over for a period not exceeding
four years.

A manufacturer may request that the administrative department grant a deficiency retrospectively when such a
deficiency is discovered after the original type-approval. In this case, the deficiency may be carried-over for a
period of two years after the date of notification to the administrative department unless it can be adequately
demonstrated that substantial vehicle hardware modifications and additional lead-time beyond two years would
be necessary to correct the deficiency. In such a case, the deficiency may be carried-over for a period not exceed-
ing three years.

The authority shall notify its decision in granting a deficiency request to all other Parties to the 1958 Agreement
applying this Regulation.

ACCESS TO OBD INFORMATION

Applications for type-approval or amendment of a type-approval shall be accompanied by the relevant informa-
tion concerning the vehicle OBD system. This relevant information shall enable manufacturers of replacement or
retrofit components to make the parts they manufacture compatible with the vehicle OBD system with a view to
fault-free operation assuring the vehicle user against malfunctions. Similarly, such relevant information shall
enable the manufacturers of diagnostic tools and test equipment to make tools and equipment that provide for
effective and accurate diagnosis of vehicle emission control systems.

Upon request, the administrative departments shall make Appendix 1 of Annex 2 containing the relevant
information on the OBD system available to any interested components, diagnostic tools or test equipment
manufacturer on a non-discriminatory basis.

If a administrative department receives a request from any interested components, diagnostic tools or test equip-
ment manufacturer for information on the OBD system of a vehicle that has been type-approved to a previous
version of Regulation,

— the administrative department shall, within 30 days, request the manufacturer of the vehicle in question the
type to make available the information required in paragraph 4.2.11.2.7.6 of Annex 1. The requirement of
the second section of paragraph 4.2.11.2.7.6 is not applicable;
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—  the manufacturer shall submit this information to the administrative department within two months of the
request;

— the administrative department shall transmit this information to the administrative departments of the Con-
tracting Parties and the administrative department which granted the original type-approval shall attach this
information to Annex 1 of the vehicle type-approval information.

This requirement shall not invalidate any approval previously granted pursuant to Regulation No 83 nor prevent
extensions to such approvals under the terms of the Regulation under which they were originally granted.

5.2.2.  Information can only be requested for replacement or service components that are subject to UNECE type-
approval, or for components that form part of a system that is subject to UNECE type-approval.

5.2.3.  The request for information must identify the exact specification of the vehicle model for which the information
is required. It must confirm that the information is required for the development of replacement or retrofit parts
or components or diagnostic tools or test equipment.
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2.2

2.3.

3.1.

3.2.

ANNEX 11
Appendix 1

FUNCTIONAL ASPECTS OF ON-BOARD DIAGNOSTIC (OBD) SYSTEMS

INTRODUCTION

This Appendix describes the procedure of the test according to paragraph 3 of Annex 11. The procedure describes
a method for checking the function of the on-board diagnostic (OBD) system installed on the vehicle by failure
simulation of relevant systems in the engine management or emission control system. It also sets procedures for
determining the durability of OBD systems.

The manufacturer shall make available the defective components and/or electrical devices which would be used
to simulate failures. When measured over the Type I test cycle, such defective components or devices shall not
cause the vehicle emissions to exceed the limits of paragraph 3.3.2 by more than 20 per cent.

When the vehicle is tested with the defective component or device fitted, the OBD system is approved if the MI
is activated. The OBD system is also approved if the Ml is activated below the OBD threshold limits.

DESCRIPTION OF TEST
The testing of OBD systems consists of the following phases:
simulation of malfunction of a component of the engine management or emission control system,

preconditioning of the vehicle with a simulated malfunction over preconditioning specified in paragraph 6.2.1
or paragraph 6.2.2.

driving the vehicle with a simulated malfunction over the Type I test cycle and measuring the emissions of the
vehicle,

determining whether the OBD system reacts to the simulated malfunction and indicates malfunction in an appro-
priate manner to the vehicle driver.

Alternatively, at the request of the manufacturer, malfunction of one or more components may be electronically
simulated according to the requirements of paragraph 6 below.

Manufacturers may request that monitoring take place outside the Type I test cycle if it can be demonstrated to
the authority that monitoring during conditions encountered during the Type I test cycle would impose restric-
tive monitoring conditions when the vehicle is used in service.

TEST VEHICLE AND FUEL

Vehicle

The test vehicle shall meet the requirements of paragraph 3.1 of Annex 4.

Fuel

The appropriate reference fuel as described in Annex 10 for petrol and diesel fuels and in Annex 10a for LPG
and NG fuels must be used for testing. The fuel type for each failure mode to be tested (described in para-
graph 6.3 of this appendix) may be selected by the administrative department from the reference fuels described
in Annex 10a in the case of the testing of a mono-fuelled gas vehicle and from the reference fuels described in
Annex 10 or Annex 10a in the case of the testing of a bi-fuelled gas vehicle. The selected fuel type must not be
changed during any of the test phases (described in paragraphs 2.1 to 2.3 of this appendix). In the case of the
use of LPG or NG as a fuel it is permissible that the engine is started on petrol and switched to LPG or NG after
a pre-determined period of time which is controlled automatically and not under the control of the driver.
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4.

4.1.

5.1.

6.1.

6.2.

6.2.1.

6.2.2.

6.3.

6.3.1.

6.3.1.1.

6.3.1.2.

6.3.1.3.

6.3.1.4.

6.3.1.5.

6.3.2.1.

6.3.2.2.

6.3.2.3.

6.3.2.4.

6.3.2.5.

6.4.

6.4.1.

6.4.1.1.

TEST TEMPERATURE AND PRESSURE

The test temperature and pressure shall meet the requirements of the Type I test as described in Annex 4.

TEST EQUIPMENT

Chassis dynamometer

The chassis dynamometer shall meet the requirements of Annex 4.

OBD TEST PROCEDURE

The operating cycle on the chassis dynamometer shall meet the requirements of Annex 4.

Vehicle preconditioning

According to the engine type and after introduction of one of the failure modes given in paragraph 6.3, the
vehicle shall be preconditioned by driving at least two consecutive Type I tests (Parts One and Two). For
compression-ignition engined vehicles an additional preconditioning of two Part Two cycles is permitted.

At the request of the manufacturer, alternative preconditioning methods may be used.

Failure modes to be tested
Positive-ignition engined vehicles
Replacement of the catalyst with a deteriorated or defective catalyst or electronic simulation of such a failure.

Engine misfire conditions according to the conditions for misfire monitoring given in paragraph 3.3.3.2 of
Annex 11.

Replacement of the oxygen sensor with a deteriorated or defective oxygen sensor or electronic simulation of
such a failure.

Electrical disconnection of any other emission-related component connected to a power-train management com-
puter (if active on the selected fuel type).

Electrical disconnection of the electronic evaporative purge control device (if equipped and if active on the selected
fuel type). For this specific failure mode, the Type I test need not be performed.

Compression-ignition engined vehicles

Where fitted, replacement of the catalyst with a deteriorated or defective catalyst or electronic simulation of such
a failure.

Where fitted, total removal of the particulate trap or, where sensors are an integral part of the trap, a defective
trap assembly.

Electrical disconnection of any fuelling system electronic fuel quantity and timing actuator.

Electrical disconnection of any other emission-related component connected to a power-train management
computer.

In meeting the requirements of paragraphs 6.3.2.3 and 6.3.2.4, and with the agreement of the approval author-
ity, the manufacturer shall take appropriate steps to demonstrate that the OBD system will indicate a fault when
disconnection occurs.

OBD system test
Vehicles fitted with positive-ignition engines

After vehicle preconditioning according to paragraph 6.2, the test vehicle is driven over a Type I test (Parts One
and Two).
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6.4.1.2.

6.4.1.3.

6.4.1.4.

6.4.1.5.

6.4.1.6.

6.4.2.

6.4.2.1.

6.4.2.2.

6.4.2.3.

6.4.2.4.

6.4.2.5.

6.5.

6.5.1.1.

The MI shall activate before the end of this test under any of the conditions given in paragraphs 6.4.1.2 to 6.4.1.5.
The technical service may substitute those conditions by others in accordance with paragraph 6.4.1.6. However,
the total number of failures simulated shall not exceed four (4) for the purpose of type approval.

Replacement of a catalyst with a deteriorated or defective catalyst or electronic simulation of a deteriorated or
defective catalyst that results in emissions exceeding the HC limit given in paragraph 3.3.2 of Annex 11.

An induced misfire condition according to the conditions for misfire monitoring given in paragraph 3.3.3.2 of
Annex 11 that results in emissions exceeding any of the limits given in paragraph 3.3.2 of Annex 11.

Replacement of an oxygen sensor with a deteriorated or defective oxygen sensor or electronic simulation of a
deteriorated or defective oxygen sensor that results in emissions exceeding any of the limits given in para-
graph 3.3.2 of Annex 11.

Electrical disconnection of the electronic evaporative purge control device (if equipped and if active on the selected
fuel type).

Electrical disconnection of any other emission-related power-train component connected to a computer that
results in emissions exceeding any of the limits given in paragraph 3.3.2 of this annex (if active on the selected
fuel type).

Vehicles fitted with compression-ignition engines

After vehicle preconditioning according to paragraph 6.2, the test vehicle is driven over a Type I test (Parts One
and Two).

The MI shall activate before the end of this test under any of the conditions given in paragraphs 6.4.2.2
to 6.4.2.5. The technical service may substitute those conditions by others in accordance with para-
graph 6.4.2.5. However, the total number of failures simulated shall not exceed four for the purposes of type
approval.

Where fitted, replacement of a catalyst with a deteriorated or defective catalyst or electronic simulation of a dete-
riorated or defective catalyst that results in emissions exceeding limits given in paragraph 3.3.2 of Annex 11.

Where fitted, total removal of the particulate trap or replacement of the particulate trap with a defective particu-
late trap meeting the conditions of paragraph 6.3.2.2 above that results in emissions exceeding the limits given
in paragraph 3.3.2 of Annex 11.

With reference to paragraph 6.3.2.5, disconnection of any fuelling system electronic fuel quantity and timing
actuator that results in emissions exceeding any of the limits given in paragraph 3.3.2 of Annex 11.

With reference to paragraph 6.3.2.5, disconnection of any other emission-related power-train component con-
nected to a computer that results in emissions exceeding any of the limits given in paragraph 3.3.2 of Annex 11.

Diagnostic signals

Upon determination of the first malfunction of any component or system, ‘freeze-frame’ engine conditions present
at the time shall be stored in computer memory. Should a subsequent fuel system or misfire malfunction occur,
any previously stored freeze-frame conditions shall be replaced by the fuel system or misfire conditions (which-
ever occurs first). Stored engine conditions shall include, but are not limited to calculated load value, engine
speed, fuel trim value(s) (if available), fuel pressure (if available), vehicle speed (if available), coolant temperature,
intake manifold pressure (if available), closed- or open-loop operation (if available) and the fault code which
caused the data to be stored. The manufacturer shall choose the most appropriate set of conditions facilitating
effective repairs for freeze-frame storage. Only one frame of data is required. Manufacturers may choose to store
additional frames provided that at least the required frame can be read by a generic scan tool meeting the speci-
fications of paragraphs 6.5.3.2 and 6.5.3.3. If the fault code causing the conditions to be stored is erased in
accordance with paragraph 3.7 of Annex 11, the stored engine conditions may also be erased.
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6.5.1.2.

6.5.1.3.

6.5.1.4.

6.5.1.5.

6.5.2.

6.5.3.1.

6.5.3.2.

6.5.3.3.

If available, the following signals in addition to the required freeze-frame information shall be made available on
demand through the serial port on the standardised data link connector, if the information is available to the
on-board computer or can be determined using information available to the on-board computer: diagnostic
trouble codes, engine coolant temperature, fuel control system status (closed-loop, open-loop, other), fuel trim,
ignition timing advance, intake air temperature, manifold air pressure, air flow rate, engine speed, throttle posi-
tion sensor output value, secondary air status (upstream, downstream or atmosphere), calculated load value,
vehicle speed and fuel pressure.

The signals shall be provided in standard units based on the specifications given in paragraph 6.5.3. Actual sig-
nals shall be clearly identified separately from default value or limp-home signals.

For all emission control systems for which specific on-board evaluation tests are conducted (catalyst, oxygen
sensor, etc.), except misfire detection, fuel system monitoring and comprehensive component monitoring, the
results of the most recent test performed by the vehicle and the limits to which the system is compared shall be
made available through the serial data port on the standardised data link connector according to the specifica-
tions given in paragraph 6.5.3. For the monitored components and systems excepted above, a pass/fail indica-
tion for the most recent test results shall be available through the data link connector.

The OBD requirements to which the vehicle is certified (i.e. Annex 11 or the alternative requirements specified
in paragraph 5) and the major emission control systems monitored by the OBD system consistent with para-
graph 6.5.3.3 shall be available through the serial data port on the standardised data link connector according to
the specifications given in paragraph 6.5.3 of this Appendix.

From 1 January 2003 for new types and from 1 January 2005 for all types of vehicles entering into service, the
software calibration identification number shall be made available through the serial port on the standardised
data link connector. The software calibration identification number shall be provided in a standardised format.

The emission control diagnostic system is not required to evaluate components during malfunction if such evalu-
ation would result in a risk to safety or component failure.

The emission control diagnostic system must provide for standardised and unrestricted access and conform with
the following ISO standards and/or SAE specification.

One of the following standards with the restrictions as described must be used as the on-board to off-board
communications link:

— ISO 9141-2: 1994 (amended 1996) ‘Road Vehicles — Diagnostic Systems — Part 2: CARB requirements
for interchange of digital information’;

— SAEJ1850: March 1998 ‘Class B Data Communication Network Interface’. Emission-related messages must
use the cyclic redundancy check and the three-byte header and not use inter-byte separation or checksums;

— ISO 14230 — Part 4 ‘Road Vehicles — Keyword protocol 2000 for diagnostic systems — Part 4: Require-
ments for emission-relate systems’;

— ISO DIS 15765-4 ‘Road vehicles — Diagnostics on Controller Area Network (CAN) — Part 4: Require-
ments for emissions-related systems’, dated 1 November 2001.

Test equipment and diagnostic tools needed to communicate with OBD systems must meet or exceed the func-
tional specification given in ISO DIS 15031-4 ‘Road vehicles — Communication between vehicle and external
test equipment for emissions-related diagnostics — Part 4: External test equipment’, dated 1 November 2001.

Basic diagnostic data, (as specified in paragraph 6.5.1) and bi-directional control information must be provided
using the format and units described in ISO DIS 15031-5 ‘Road vehicles — Communication between vehicle
and external test equipment for emissions-related diagnostics — Part 5: Emissions-related diagnostic services’,
dated 1 November 2001, and must be available using a diagnostic tool meeting the requirements
of ISO DIS 15031-4.
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6.5.3.4.

6.5.3.5.

6.6.

6.6.1.

6.6.2.

6.6.3.

The vehicle manufacturer shall provide to a national standardisation body the details of any emission-related
diagnostic data, e.g. PID’s, OBD monitor Id’s, Test Id’s not specified in ISO DIS 15031-5 but related to this
Regulation.

When a fault is registered, the manufacturer must identify the fault using an appropriate fault code consistent
with those given in Section 6.3. of ISO DIS 15031-6 ‘Road vehicles — Communication between vehicle and
external test equipment for emissions-related diagnostics — Part 6: Diagnostic trouble code definitions’, relating
to ‘emission related system diagnostic trouble codes’. If such identification is not possible, the manufacturer may
use diagnostic trouble codes according to Sections 5.3. and 5.6. of ISO DIS 15031-6. The fault codes must be
fully accessible by standardised diagnostic equipment complying with the provisions of paragraph 6.5.3.2 of this
annex.

The vehicle manufacturer shall provide to a national standardisation body the details of any emission-related
diagnostic data, e.g. PID’s, OBD monitor Id’s, Test Id’s not specified in ISO DIS 15031-5 but related to this
Regulation.

The connection interface between the vehicle and the diagnostic tester must be standardised and must meet all
the requirements of ISO DIS 15031-3 ‘Road vehicles — Communication between vehicle and external test equip-
ment for emissions-related diagnostics — Part 3: Diagnostic connector and related electrical circuits: specifica-
tion and use’, dated 1 November 2001. The installation position must be subject to agreement of the
administrative department such that it is readily accessible by service personnel but protected from tampering by
non-qualified personnel.

Specific requirements regarding the transmission of diagnostic signals from bi-fuelled gas vehicles

For bi-fuelled gas vehicles, where the diagnostic signals of the different fuel systems are stored in the same com-
puter, the diagnostic signals for the operation on petrol and for the operation on gas shall be evaluated and
transmitted independently of each other.

For bi-fuelled gas vehicles, where the diagnostic signals of the different fuel systems are stored in the separate
computers, the diagnostic signals for the operation on petrol and for the operation on gas shall be evaluated and
transmitted from the computer specific to the fuel.

On a request from a diagnostic tool, the diagnostic signals for the vehicle operating on petrol shall be transmit-
ted on one source address and the diagnostic signals for the vehicle operating on gas shall be transmitted on
another source address. The use of source addresses is described in ISO DIS 15031-5 ‘Road vehicles — Commu-
nication between vehicles and external test equipment for emissions-related diagnostics — Part 5: Emissions-
related diagnostic services’, dated 1 November 2001.
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ANNEX 11
Appendix 2

ESSENTIAL CHARACTERISTICS OF THE VEHICLE FAMILY

PARAMETERS DEFINING THE OBD FAMILY

The OBD family may be defined by basic design parameters which shall be common to vehicles within the family. In
some cases there may be interaction of parameters. These effects shall also be taken into consideration to ensure that
only vehicles with similar exhaust emission characteristics are included within an OBD family.

To this end, those vehicle types whose parameters described below are identical are considered to belong to the same
engine/emission control/OBD system combination.

Engine:
(a) Combustion process (i.e. positive-ignition, compression-ignition, two-stroke, four-stroke),

(b) method of engine fuelling (i.e. carburettor or fuel injection).

Emission control system:

(a) type of catalytic converter (i.e. oxidation, three-way, heated catalyst, other),
(b) type of particulate trap,

(c) secondary air injection (i.e. with or without),

(d) exhaust gas recirculation (i.e. with or without)

OBD parts and functioning:

the methods of OBD functional monitoring, malfunction detection and malfunction indication to the vehicle driver.
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2.1.

2.2.

2.2.1.

ANNEX 12

GRANTING OF AN ECE TYPE APPROVAL FOR A VEHICLE FUELLED BY LPG OR
NATURAL GAS (NG)

INTRODUCTION

This annex describes the special requirements that apply in the case of an approval of a vehicle that runs on LPG
or natural gas (NG), or that can run either on unleaded or LPG or natural gas, in so far as the testing on LPG or
natural gas is concerned.

In the case of LPG and natural gas there is on the market a large variation in fuel composition, requiring the
fuelling system to adapt its fuelling rates to these compositions. To demonstrate this capability, the vehicle has
to be tested in the test Type I on two extreme reference fuels and demonstrate the self-adaptability of the fuelling
system. Whenever the self adaptability of a fuelling system has been demonstrated on a vehicle, such a vehicle
may be considered as a parent of a family. Vehicles that comply with the requirements of members of that fam-
ily, if fitted with the same fuelling system, need to be tested on only one fuel.

DEFINITIONS

For the purpose of this annex:

A ‘parent vehicle’ means a vehicle that is selected to act as the vehicle on which the self-adaptability of a fuelling
system is going to be demonstrated, and to which the members of a family refer. It is possible to have more than
one parent vehicle in a family.

Member of the family

A ‘member of the family’ is a vehicle that shares the following essential characteristics with its parent(s):

(a) It is produced by the same manufacturer;

(b) It is subject to the same emission limits;

(c) If the gas fuelling system has a central metering for the whole engine:

It has a certified power output between 0,7 and 1,15 times that of the parent vehicle.

If the gas fuelling system has an individual metering per cylinder:

It has a certified power output per cylinder between 0,7 and 1,15 times that of the parent vehicle.

(d) If fitted with a catalyst, it has the same type of catalyst i.e. three way, oxidation, de-NO,.

(e) It has a gas fuelling system (including the pressure regulator) from the same system manufacturer and of
the same type: induction, vapour injection (single point, multipoint), liquid injection (single point,
multipoint).

(f) This gas fuelling system is controlled by an ECU of the same type and technical specification, containing
the same software principles and control strategy.
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2.2.2.

3.1.

3.1.1.1.

3.2.

3.2.1.

3.2.2.

3.2.3.

With regard to requirement (c): in the case where a demonstration shows two gas-fuelled vehicles could be mem-
bers of the same family with the exception of their certified power output, respectively P1 and P2 (P1 < P2), and
both are tested as if were parent vehicles the family relation will be considered valid for any vehicle with a cer-
tified power output between 0,7 P1 and 1,15 P2.

GRANTING OF A TYPE APPROVAL

Type approval is granted subject to the following requirements:

Exhaust emissions approval of a parent vehicle

The parent vehicle should demonstrate its capability to adapt to any fuel composition that may occur across the
market. In the case of LPG there are variations in C3/C4 composition. In the case of natural gas there are gener-
ally two types of fuel, high calorific fuel (H-gas) and low calorific fuel (L-gas), but with a significant spread within
both ranges; they differ significantly in Wobbe index. These variations are reflected in the reference fuels.

The parent vehicle(s) shall be tested in the test Type I on the two extreme reference fuels of Annex 10a.

If the transition from one fuel to another is in practice aided through the use of a switch, this switch shall not be
used during type approval. In such a case on the manufacturer’s request and with the agreement of the technical
service the pre-conditioning cycle referred to in paragraph 5.3.1 of Annex 4 may be extended.

The vehicle(s) is (are) considered to conform if, with both reference fuels, the vehicle complies with the emission
limits.

The ratio of emission results ‘' should be determined for each pollutant as shown below:

Type(s) of fuel Reference fuels Calculation of ‘'
LPG and petrol (Approval B) Fuel A B
or LPG only (Approval D) Fuel B - A
NG and petrol (Approval B) Fuel G 20 G25
or NG only (Approval D) Fuel G 25 ~ G20

Exhaust emissions approval of a member of the family

For a member of the family a test Type I shall be performed with one reference fuel. This reference fuel may be
either reference fuel. The vehicle is considered to comply if the following requirements are met:

The vehicle complies with the definition of a family member as defined under paragraph 2.2 above.

If the test fuel is reference fuel A for LPG or G20 for NG, the emission result shall be multiplied by the relevant
factor ¥ if r > 1; if r < 1, no correction is needed.

If the test fuel is reference fuel B for LPG or G25 for NG, the emission result shall be divided by the relevant
factor v if r < 1;if r > 1, no correction is needed.

The vehicle shall comply with the emission limits valid for the relevant category for both measured and calcu-
lated emissions.
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3.2.4.  If repeated tests are made on the same engine the results on reference fuel G20, or A, and those on reference fuel
G25, or B, shall first be averaged; the ‘r’ factor shall then be calculated from these averaged results.

4. GENERAL CONDITIONS

Tests for conformity of production may be performed with a commercial fuel of which the C3/C4 ratio lies
between those of the reference fuels in the case of LPG, or of which the Wobbe index lies between those of the
extreme reference fuels in the case of NG. In that case a fuel analysis needs to be present.
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ANNEX 13

EMISSIONS TEST PROCEDURE FOR A VEHICLE EQUIPPED WITH A PERIODICALLY
REGENERATING SYSTEM

1. INTRODUCTION

This annex defines the specific provisions regarding type-approval of a vehicle equipped with a periodically regen-
erating system as defined in paragraph 2.20 of this Regulation.

2. SCOPE AND EXTENSION OF THE TYPE APPROVAL

2.1. Vehicle family groups equipped with periodically regenerating system

The procedure applies to vehicles equipped with a periodically regenerating system as defined in paragraph 2.20
of this Regulation. For the purpose of this annex vehicle family groups may be established. Accordingly, those
vehicle types with regenerative systems, whose parameters described below are identical, or within the stated
tolerances, shall be considered to belong to the same family with respect to measurements specific to the defined
periodically regenerating systems.

2.1.1.  Identical parameters are:

Engine:

Combustion process.

Periodically regenerating system (i.e. catalyst, particulate trap):

(a) Construction (i.e. type of enclosure, type of precious metal, type of substrate, cell density),

(b) Type and working principle,

(o) Dosage and additive system,

(d) Volume # 10 per cent,

(¢) Location (temperature + 50 °C at 120 km/h or 5 per cent difference of max. temperature/pressure).

2.2. Vehicle types of different reference masses

The K; factors developed by the procedures in this annex for type approval of a vehicle type with a periodically
regenerating system as defined in paragraph 2.20 of this Regulation, may be extended to other vehicles in the
family group with a reference mass within the next two higher equivalent inertia classes or any lower equivalent
inertia.

3. TEST PROCEDURE

The vehicle may be equipped with a switch capable of preventing or permitting the regeneration process pro-
vided that this operation has no effect on original engine calibration. This switch shall be permitted only for the
purpose of preventing regeneration during loading of the regeneration system and during the pre-conditioning
cycles. However, it shall not be used during the measurement of emissions during the regeneration phase; rather
the emission test shall be carried out with the unchanged Original Equipment Manufacturer’s (OEM) control unit.
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3.1.

3.2

3.2.1.

3.2.2.

3.2.3.

3.2.3.1.

3.2.3.2.

3.2.4.

3.2.5.

3.2.6.

Exhaust emission measurement between two cycles where regenerative phases occur

Average emissions between regeneration phases and during loading of the regenerative device shall be deter-
mined from the arithmetic mean of several approximately equidistant (if more than 2) Type I operating cycles or
equivalent engine test bench cycles. As an alternative the manufacturer may provide data to show that the emis-
sions remain constant (+ 15 per cent) between regeneration phases. In this case, the emissions measured during
the regular Type I test may be used. In any other case emissions measurement for at least two Type I operating
cycles or equivalent engine test bench cycles must be completed: one immediately after regeneration (before new
loading) and one as close as possible prior to a regeneration phase. All emissions measurements and calculations
shall be carried out according to Annex 4, paragraphs 5, 6, 7 and 8.

The loading process and K; determination shall be made during the Type I operating cycle, on a chassis dyna-
mometer or on an engine test bench using an equivalent test cycle. These cycles may be run continuously (i.e.
without the need to switch the engine off between cycles). After any number of completed cycles, the vehicle
may be removed from the chassis dynamometer, and the test continued at a later time.

The number of cycles (D) between two cycles where regeneration phases occur, the number of cycles over which
emissions measurements are made (n), and each emissions measurement (M'y;) shall be reported in Annex 1,
items 4.2.11.2.1.10.1. to 4.2.11.2.1.10.4. or 4.2.11.2.5.4.1. to 4.2.11.2.5.4.4. as applicable.

Measurement of emissions during regeneration

Preparation of the vehicle, if required, for the emissions test during a regeneration phase, may be completed
using the preparation cycles in paragraph 5.3 of Annex 4 or equivalent engine test bench cycles, depending on
the loading procedure chosen in paragraph 3.1.2 above.

The test and vehicle conditions for the Type I test described in Annex 4 apply before the first valid emission test
is carried out.

Regeneration must not occur during the preparation of the vehicle. This may be ensured by one of the following
methods:

A ‘dummy’ regenerating system or partial system may be fitted for the pre-conditioning cycles.

Any other method agreed between the manufacturer and the type approval authority.

A cold-start exhaust emission test including a regeneration process shall be performed according to the Type I
operating cycle, or equivalent engine test bench cycle. If the emissions tests between two cycles where regenera-
tion phases occur are carried out on an engine test bench, the emissions test including a regeneration phase shall
also be carried out on an engine test bench.

If the regeneration process requires more than one operating cycle, subsequent test cycle(s) shall be driven imme-
diately, without switching the engine off, until complete regeneration has been achieved (each cycle shall be com-
pleted). The time necessary to set up a new test should be as short as possible (e.g. particular matter filter
change). The engine must be switched off during this period.

The emission values during regeneration (M,;) shall be calculated according to Annex 4, paragraph 8. The num-
ber of operating cycles (d) measured for complete regeneration shall be recorded.
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3.3. Calculation of the combined exhaust emissions
n d
2 M sij 2 M 1
j=1 j=1
M. = ns=2; M. =
S1 n T d
Msi xD+ Mri xd
L D+d
where for each pollutant (i) considered:
— M’ = mass emissions of pollutant (i) in g/km over one Type I operating cycle (or equivalent engine test
bench cycle) without regeneration

— M’ = mass emissions of pollutant (i) in g/km over one Type I operating cycle (or equivalent engine test

bench cycle) during regeneration (when n > 1, the first Type I test is run cold, and subsequent
cycles are hot)

— M,; = mean mass emission of pollutant (i) in g/km without regeneration
— M, = mean mass emission of pollutant (i) in g/lkm during regeneration
— M, = mean mass emission of pollutant (i) in g/km

— n = number of test points at which emissions measurements (Type I operating cycles or equivalent
engine test bench cycles) are made between two cycles where regenerative phases occur, = 2

— d = number of operating cycles required for regeneration

— D = number of operating cycles between two cycles where regenerative phases occur

For exemplary illustration of measurement parameters see Figure 8/1.

Figure 8/1

Parameters measured during emissions test during and between cycles where regeneration occurs
(schematic example, the emissions during ‘D’ may increase or decrease)

Emission [g/km]

[(Myi- D)+ (M, - d)] My
A/[Pl'_ (D+d) K;=
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Number of cycles




L 70/344

Official Journal of the European Union

9.3.2007

3.4. Calculation of the regeneration factor K for each pollutant (i) considered
K; = Mpi [ Mg
M

si?

K; may be determined following the completion of a single sequence.

M,,; and K; results shall be recorded in the test report delivered by the technical service.



9.3.2007

Official Journal of the European Union

L 70/345

1.1.

1.2.

1.3.

1.4.

3.1.2.1.

ANNEX 14

EMISSIONS TEST PROCEDURE FOR HYBRID ELECTRIC VEHICLES (HEV)

INTRODUCTION

This annex defines the specific provisions regarding type-approval of a hybrid electric vehicle (HEV) as defined
in paragraph 2.21.2 of this Regulation.

As a general principle, for the tests of Type I, I, III, IV, V, VI and OBD, hybrid electric vehicles shall be tested
according to Annex 4, 5, 6, 7, 9, 8 and 11 respectively, unless modified by this annex.

For the Type I test only, OVC vehicles (as categorized in paragraph 2) shall be tested according to condition A
and to condition B. The test results under both conditions A and B and the weighted values shall be reported
in the communication form.

The emissions test results shall comply with the limits under all specified test conditions of this Regulation.

CATEGORIES OF HYBRID ELECTRIC VEHICLES

Off-Vehicle Charging () Not Off-Vehicle Charging (2)

Vehicle charging (0vVO) (NOVQ)

Operating mode switch Without With Without With

() Also known as ‘externally chargeable’.
(?) Also known as ‘not externally chargeable’.

TYPE I TEST METHODS

EXTERNALLY CHARGEABLE (OVC HEV) WITHOUT AN OPERATING MODE SWITCH

Two tests shall be performed under the following conditions:

Condition A:  test shall be carried out with a fully charged electrical energy/power storage device.

Condition B: test shall be carried out with an electrical energy/power storage device in minimum state of
charge (maximum discharge of capacity).

The profile of the state of charge (SOC) of the electrical energy/power storage device during different stages of
the Type I test is given in Appendix 1.

Condition A

The procedure shall start with the discharge of the electrical energy/power storage device of the vehicle while
driving (on the test track, on a chassis dynamometer, etc.):

— at a steady speed of 50 km/h until the fuel consuming engine of the HEV starts up,

— or, if a vehicle cannot reach a steady speed of 50 km/h without starting up the fuel consuming engine,
the speed shall be reduced until the vehicle can run a lower steady speed where the fuel consuming engine
does not start up for a defined time/distance (to be specified between technical service and manufacturer),

— or with manufacturer’s recommendation.
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3.1.2.2.

3.1.2.2.1.

3.1.2.2.2.

3.1.2.3.

3.1.2.4.

3.1.2.5.

3.1.2.5.1.

3.1.2.5.2.

3.1.2.5.3.

3.1.2.5.4.

3.1.2.6.

3.1.3.1.

3.1.3.1.1.

The fuel consuming engine shall be stopped within 10 seconds of it being automatically started.

Conditioning of vehicle

For compression-ignition engined vehicles the Part Two cycle described in Appendix 1 of Annex 4 shall be
used. Three consecutive cycles shall be driven according to paragraph 3.1.2.5.3 below.

Vehicles fitted with positive-ignition engines shall be preconditioned with one Part One and two Part Two
driving cycles according to paragraph 3.1.2.5.3 below.

After this preconditioning, and before testing, the vehicle shall be kept in a room in which the temperature
remains relatively constant between 293 and 303 K (20 °C and 30 °C). This conditioning shall be carried out
for at least six hours and continue until the engine oil temperature and coolant, if any, are within * 2 K of the
temperature of the room, and the electrical energy/power storage device is fully charged as a result of the charg-
ing prescribed in paragraph 3.1.2.4 below.

During soak, the electrical energy/power storage device shall be charged:

(@) with the on board charger if fitted,

or

b with an external charger recommended by the manufacturer, using the normal overnight chargin,
procedure.

This procedure excludes all types of special charges that could be automatically or manually initiated like, for
instance, the equalization charges or the servicing charges.

The manufacturer shall declare that during the test, a special charge procedure has not occurred.

Test procedure

The vehicle shall be started up by the means provided for normal use to the driver. The first cycle starts on the
initiation of the vehicle start-up procedure.

Sampling shall begin (BS) before or at the initiation of the vehicle start up procedure and end on conclusion of
the final idling period in the extra-urban cycle (Part Two, end of sampling (ES)).

The vehicle shall be driven according to Annex 4, or in case of special gear shifting strategy according to the
manufacturer’s instructions, as incorporated in the drivers’ handbook of production vehicles and indicated by a
technical gear shift instrument (for drivers information). For these vehicles the gear shifting points prescribed
in Annex 4, Appendix 1 are not applied. For the pattern of the operating curve the description according to
paragraph 2.3.3 in Annex 4 shall apply.

The exhaust gases shall be analyzed according to Annex 4.

The test results shall be compared to the limits prescribed in paragraph 5.3.1.4 of this Regulation and the
average emission of each pollutant for Condition A shall be calculated (M1,).

Condition B

Conditioning of vehicle

For compression-ignition engined vehicles the Part Two cycle described in Appendix 1 of Annex 4 shall be
used. Three consecutive cycles shall be driven according to paragraph 3.1.3.4.3 below.
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3.1.3.1.2.

3.1.3.2.

3.1.3.3.

3.1.3.4.

3.1.3.4.1.

3.1.3.4.2.

3.1.3.4.3.

3.1.3.4.4.

3.1.3.5.

3.1.4.1.

Vehicles fitted with positive-ignition engines shall be preconditioned with one Part One and two Part Two
driving cycles according to paragraph 3.1.3.4.3 below.

The electrical energy/power storage device of the vehicle shall be discharged while driving (on the test track,
on a chassis dynamometer, etc.):

— at a steady speed of 50 km/h until the fuel consuming engine of the HEV starts up,

— or if a vehicle can not reach a steady speed of 50 km/h without starting up the fuel consuming engine,
the speed shall be reduced until the vehicle can run a lower steady speed where the fuel consuming engine
just does not start up for a defined time/distance (to be specified between technical service
and manufacturer),

— or with manufacturer’s recommendation.

The fuel consuming engine shall be stopped within 10 seconds of it being automatically started.

After this preconditioning, and before testing, the vehicle shall be kept in a room in which the temperature
remains relatively constant between 293 and 303 K (20 °C and 30 °C). This conditioning shall be carried out
for at least six hours and continue until the engine oil temperature and coolant, if any, are within + 2 K of the
temperature of the room.

Test procedure

The vehicle shall be started up by the means provided for normal use to the driver. The first cycle starts on the
initiation of the vehicle start-up procedure.

Sampling shall begin (BS) before or at the initiation of the vehicle start up procedure and end on conclusion of
the final idling period in the extra-urban cycle (Part Two, end of sampling (ES)).

The vehicle shall be driven according to Annex 4, or in case of special gear shifting strategy according to the
manufacturer’s instructions, as incorporated in the drivers” handbook of production vehicles and indicated by a
technical gear shift instrument (for drivers information). For these vehicles the gear shifting points prescribed
in Annex 4, Appendix 1 are not applied. For the pattern of the operating curve the description according to
paragraph 2.3.3 in Annex 4 shall apply.

The exhaust gases shall be analyzed according to Annex 4.

The test results shall be compared to the limits prescribed in paragraph 5.3.1.4 of this Regulation and the
average emission of each pollutant for Condition B shall be calculated (M2,).

Test results

For communication, the weighted values shall be calculated as below:

M, = (De - M1, + Dav - M2)) | (De + Dav)

Where:

— M, = mass emission of the pollutant i in grams per kilometre,

— M1, = average mass emission of the pollutant i in grams per kilometre with a fully charged electrical
energy/power storage device calculated in paragraph 3.1.2.6,

— M2, = average mass emission of the pollutant i in grams per kilometre with an electrical energy/power
storage device in minimum state of charge (maximum discharge of capacity) calculated in para-
graph 3.1.3.5,

— De = vehicle electric range, according to the procedure described in Regulation No 101, Annex 7,

where the manufacturer must provide the means for performing the measurement with the vehicle
running in pure electric mode,

— Dav = 25km (average distance between two battery recharges).
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3.2.

3.2.1.

3.2.1.1.

3.2.1.2.

3.2.1.3.

3.2.2.

3.2.2.1.

3.2.2.2.

EXTERNALLY CHARGEABLE (OVC HEV) WITH AN OPERATING MODE SWITCH
Two tests shall be performed under the following conditions:
Condition A test shall be carried out with a fully charged electrical energy/power storage device.

Condition B test shall be carried out with an electrical energy/power storage device in minimum state of charge
(maximum discharge of capacity).

The operating mode switch shall be positioned according the table below:

Hybrid-modes —  Pure ‘electric —  Pure ele‘ctric —  Pure electr%c —  Hybrid mode n (?)
—  Hybrid consuming —  Pure electric
—  Hybrid consuming —  Hybrid mode m (*)
Battery state of —  Hybrid
charge Switch in position Switch in position Switch in position Switch in position

Condition A Hybrid Hybrid Hybrid Most electric hybrid
Fully charged mode (3
Condition B Hybrid Fuel consuming Fuel consuming Most fuel consuming
Min. state of mode (3)
charge

(1
(2

For instance: sport, economic, urban, extra-urban position ...

Most electric hybrid mode:

The hybrid mode which can be proven to have the highest electricity consumption of all selectable hybrid modes when
tested in accordance with condition A of paragraph 4 of Annex 10 to Regulation No 101, to be established based on
information provided by the manufacturer and in agreement with the technical service.

Most fuel consuming mode:

The hybrid mode which can be proven to have the highest fuel consumption of all selectable hybrid modes when tested in
accordance with condition B of paragraph 4 of Annex 10 to Regulation No 101, to be established based on information
provided by the manufacturer and in agreement with the technical service.

=

Condition A

If the pure electric range of the vehicle is higher than one complete cycle, on the request of the manufacturer,
the Type I test may be carried out in pure electric mode. In this case, engine preconditioning prescribed in
paragraph 3.2.2.3.1 or 3.2.2.3.2 can be omitted.

The procedure shall start with the discharge of the electrical energy/power storage device of the vehicle while
driving with the switch in pure electric position (on the test track, on a chassis dynamometer, etc.) at a steady
speed of 70 per cent + 5 per cent of the maximum thirty minutes speed of the vehicle (determined according
to Regulation No 101).

Stopping the discharge occurs:

— when the vehicle is not able to run at 65 per cent of the maximum thirty minutes speed;
or

— when an indication to stop the vehicle is given to the driver by the standard on-board instrumentation,
or

—  after covering the distance of 100 km.

If the vehicle is not equipped with a pure electric mode, the electrical energy/power storage device discharge
shall be achieved by driving the vehicle (on the test track, on a chassis dynamometer, etc.):

— at a steady speed of 50 km/h until the fuel consuming engine of the HEV starts up,

or
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3.2.2.3.

3.2.2.3.1.

3.2.2.3.2.

3.2.2.4.

3.2.2.5.

3.2.2.6.

3.2.2.6.1.

3.2.2.6.2.

3.2.2.6.3.

3.2.2.6.4.

3.2.2.7.

— if a vehicle cannot reach a steady speed of 50 km/h without starting up the fuel consuming engine, the
speed shall be reduced until the vehicle can run a lower steady speed where the fuel consuming engine
does not start up for a defined time/distance (to be specified between technical service and manufacturer),

or

— with manufacturer’s recommendation.

The fuel consuming engine shall be stopped within 10 seconds of it being automatically started.

Conditioning of vehicle

For compression-ignition engined vehicles the Part Two cycle described in Appendix 1 to the Annex 4 shall be
used. Three consecutive cycles shall be driven according to paragraph 3.2.2.6.3 below.

Vehicles fitted with positive-ignition engines shall be preconditioned with one Part One and two Part Two
driving cycles according to paragraph 3.2.2.6.3 below.

After this preconditioning, and before testing, the vehicle shall be kept in a room in which the temperature
remains relatively constant between 293 and 303 K (20 °C and 30 °C). This conditioning shall be carried out
for at least six hours and continue until the engine oil temperature and coolant, if any, are within + 2 K of the
temperature of the room, and the electrical energy/power storage device is fully charged as a result of the charg-
ing prescribed in paragraph 3.2.2.5.

During soak, the electrical energy/power storage device shall be charged:

(a) with the on board charger if fitted,

or

(b) with an external charger recommended by the manufacturer, using the normal overnight charging
procedure.

This procedure excludes all types of special charges that could be automatically or manually initiated like, for
instance, the equalisation charges or the servicing charges.

The manufacturer shall declare that during the test, a special charge procedure has not occurred.

Test procedure

The vehicle shall be started up by the means provided for normal use to the driver. The first cycle starts on the
initiation of the vehicle start-up procedure.

Sampling shall begin (BS) before or at the initiation of the vehicle start up procedure and end on conclusion of
the final idling period in the extra-urban cycle (Part Two, end of sampling (ES)).

The vehicle shall be driven according to Annex 4, or in case of special gear shifting strategy according to the
manufacturer’s instructions, as incorporated in the drivers” handbook of production vehicles and indicated by a
technical gear shift instrument (for drivers information). For these vehicles the gear shifting points prescribed
in Annex 4, Appendix 1 are not applied. For the pattern of the operating curve the description according to
paragraph 2.3.3 in Annex 4 shall apply.

The exhaust gases shall be analysed according to Annex 4.

The test results shall be compared to the limits prescribed in paragraph 5.3.1.4 of this Regulation and the
average emission of each pollutant for Condition A shall be calculated (M1,).
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3.2.3.

3.2.3.1.

3.2.3.1.1.

3.2.3.1.2.

3.2.3.2.

3.2.3.3.

3.2.3.4.

3.2.3.4.1.

3.2.3.4.2.

3.2.3.4.3.

3.2.3.4.4.

3.2.3.5.

3.2.4.

3.2.4.1.

3.3.

Condition B
Conditioning of vehicle

For compression-ignition engined vehicles the Part Two cycle described in Appendix 1 to the Annex 4 shall be
used. Three consecutive cycles shall be driven according to paragraph 3.2.3.4.3 below.

Vehicles fitted with positive-ignition engines shall be preconditioned with one Part One and two Part Two
driving cycles according to paragraph 3.2.3.4.3 below.

The electrical energy/power storage device of the vehicle shall be discharged according to paragraph 3.2.2.2.

After this preconditioning, and before testing, the vehicle shall be kept in a room in which the temperature
remains relatively constant between 293 and 303 K (20 °C and 30 °C). This conditioning shall be carried out
for at least six hours and continue until the engine oil temperature and coolant, if any, are within + 2 K of the
temperature of the room.

Test procedure

The vehicle shall be started up by the means provided for normal use to the driver. The first cycle starts on the
initiation of the vehicle start-up procedure.

Sampling shall begin (BS) before or at the initiation of the vehicle start up procedure and end on conclusion of
the final idling period in the extra-urban cycle (Part Two, end of sampling (ES)).

The vehicle shall be driven according to Annex 4, or in case of special gear shifting strategy according to the
manufacturer’s instructions, as incorporated in the drivers’ handbook of production vehicles and indicated by a
technical gear shift instrument (for drivers information). For these vehicles the gear shifting points prescribed
in Annex 4, Appendix 1 are not applied. For the pattern of the operating curve the description according to
paragraph 2.3.3 in Annex 4 shall apply.

The exhaust gases shall be analysed according to Annex 4.

The test results shall be compared to the limits prescribed in paragraph 5.3.1.4 of this Regulation and the
average emission of each pollutant for Condition B shall be calculated (M2).

Test results

For communication, the weighted values shall be calculated as below:

M, = (De A M1, + Dav A M2,) | (De + Dav)

Where:

— M, = mass emission of the pollutant i in grams per kilometre,

— M1, = average mass emission of the pollutant i in grams per kilometre with a fully charged electrical
energy/power storage device calculated in paragraph 3.2.2.7,

— M2, = average mass emission of the pollutant i in grams per kilometre with an electrical energy/power
storage device in minimum state of charge (maximum discharge of capacity) calculated in para-
graph 3.2.3.5,

— De = vehicle electric range with the switch in pure electric position, according to the procedure

described in Regulation No 101, Annex 7. If there is not a pure electric position, the manufac-
turer must provide the means for performing the measurement with the vehicle running in pure
electric mode,

— Dav = 25km (average distance between two battery recharge).

NOT EXTERNALLY CHARGEABLE (NOTOVC HEV) WITHOUT AN OPERATING MODE SWITCH

These vehicles shall be tested according to Annex 4.
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3.4.

3.4.1.

3.4.2.

3.4.3.

4.1.

5.1.

5.2

6.1.

6.2.

6.2.1.

6.2.1.1.

For preconditioning, at least two consecutive complete driving cycles (one Part One and one Part Two) are
carried out without soak.

The vehicle shall be driven according to Annex 4, or in case of special gear shifting strategy according to the
manufacturer’s instructions, as incorporated in the drivers” handbook of production vehicles and indicated by a
technical gear shift instrument (for drivers information). For these vehicles the gear shifting points prescribed
in Annex 4, Appendix 1 are not applied. For the pattern of the operating curve the description according to
paragraph 2.3.3 in Annex 4 shall apply.

NOT EXTERNALLY CHARGEABLE (NOTOVC HEV) WITH AN OPERATING MODE SWITCH

These vehicles are preconditioned and tested in hybrid mode according to Annex 4. If several hybrid modes
are available, the test shall be carried out in the mode that is automatically set after turn on of the ignition key
(normal mode). On the basis of information provided by the manufacturer, the Technical Service will make
sure that the limit values are met in all hybrid modes.

For preconditioning, at least two consecutive complete driving cycles (one Part One and one Part Two) shall be
carried out without soak.

The vehicle shall be driven according to Annex 4, or in case of special gear shifting strategy according to the
manufacturer’s instructions, as incorporated in the drivers” handbook of production vehicles and indicated by a
technical gear shift instrument (for drivers information). For these vehicles the gear shifting points prescribed
in Annex 4, Appendix 1 are not applied. For the pattern of the operating curve the description according to
paragraph 2.3.3 in Annex 4 shall apply.

TYPE II TEST METHODS

The vehicles shall be tested according to Annex 5 with the fuel consuming engine running. The manufacturer
shall provide a ‘service mode’ that makes execution of this test possible.

If necessary, the special procedure provided for in paragraph 5.1.6 to the Regulation shall be used.

TYPE III TEST METHODS

The vehicles shall be tested according to Annex 6 with the fuel consuming engine running. The manufacturer
shall provide a ‘service mode’ that makes execution of this test possible.

The tests shall be carried out only for conditions 1 and 2 of the paragraph 3.2 of Annex 6. If for any reasons it
is not possible to test on condition 2, alternatively another steady speed condition (with fuel consuming engine
running under load) should be carried out.

TYPE IV TEST METHODS

The vehicles shall be tested according to Annex 7.

Before starting the test procedure (paragraph 5.1 of Annex 7), the vehicles shall be preconditioned as follows:
For OVC vehicles:

OVC vehicles without an operating mode switch: the procedure shall start with the discharge of the electrical
energy/power storage device of the vehicle while driving (on the test track, on a chassis dynamometer, etc.):

— at a steady speed of 50 km/h until the fuel consuming engine of the HEV starts up,
or

— if a vehicle cannot reach a steady speed of 50 km/h without starting up the fuel consuming engine, the
speed shall be reduced until the vehicle can run a lower steady speed where the fuel consuming engine
just does not start up for a defined time/distance (to be specified between technical service
and manufacturer),

or
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6.2.1.2.

6.2.2.

6.2.2.1.

6.2.2.2.

6.3.

—  with manufacturer’s recommendation.

The fuel consuming engine shall be stopped within 10 seconds of it being automatically started.

OVC vehicles with an operating mode switch: the procedure shall start with the discharge of the electrical
energy/power storage device of the vehicle while driving with the switch in pure electric position (on the test
track, on a chassis dynamometer, etc.) at a steady speed of 70 per cent * 5 per cent from the maximum thirty
minutes speed of the vehicle.

Stopping the discharge occurs:

— when the vehicle is not able to run at 65 per cent of the maximum thirty minutes speed,

or

— when an indication to stop the vehicle is given to the driver by the standard on-board instrumentation,

or

—  after covering the distance of 100 km.

If the vehicle is not equipped with a pure electric mode, the electrical energy/power storage device discharge
shall be conducted with the vehicle driving (on the test track, on a chassis dynamometer, etc.):

— at a steady speed of 50 km/h until the fuel consuming engine of the HEV starts up,

or

— if a vehicle cannot reach a steady speed of 50 km/h without starting up the fuel consuming engine, the
speed shall be reduced until the vehicle can run a lower steady speed where the fuel consuming engine
does not start up for a defined time/distance (to be specified between technical service and manufacturer),

or

—  with manufacturer’s recommendation.

The engine shall be stopped within 10 seconds of it being automatically started.

For NOVC vehicles:

NOVC vehicles without an operating mode switch: the procedure shall start with a preconditioning of at least two
consecutive complete driving cycles (one Part One and one Part Two) without soak.

NOVC vehicles with an operating mode switch: the procedure shall start with a preconditioning of at least two
consecutive complete driving cycles (one Part One and one Part Two) without soak, performed with the vehicle
running in hybrid mode. If several hybrid modes are available, the test shall be carried out in the mode which
is automatically set after turn on of the ignition key (normal mode).

The preconditioning drive and the dynamometer test shall be carried out according to paragraphs 5.2 and 5.4
of Annex 7:

For OVC vehicles: under the same conditions as specified by condition B of the Type I test (paragraphs 3.1.3
and 3.2.3).
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6.3.2. For NOVC vehicles: under the same conditions as in the Type I test.
7. TYPE V TEST METHODS

7.1. The vehicles shall be tested according to Annex 9.

7.2 For OVC vehicles:

It is allowed to charge the electrical energy/power storage device twice a day during mileage accumulation.

For OVC vehicles with an operating mode switch, mileage accumulation should be driven in the mode which
is automatically set after turn on of the ignition key (normal mode).

During the mileage accumulation a change into another hybrid mode is allowed if necessary in order to con-
tinue the mileage accumulation after agreement of the technical service.

The measurements of emissions of pollutants shall be carried out under the same conditions as specified by
condition B of the Type I test (paragraphs 3.1.3 and 3.2.3).

7.3. For NOVC vehicles:

For NOVC vehicles with an operating mode switch, mileage accumulation shall be driven in the mode which is
automatically set after turn on of the ignition key (normal mode).

The measurements of emissions of pollutants shall be carried out in the same conditions as in the Type I test.

8. TYPE VI TEST METHODS
8.1. The vehicles shall be tested according to Annex 8.
8.2. For OVC vehicles, the measurements of emissions of pollutants shall be carried out under the same conditions

as specified for condition B of the Type I test (paragraphs 3.1.3 and 3.2.3).

8.3. For NOVC vehicles, the measurements of emissions of pollutants shall be carried out under the same condi-
tions as in the Type I test.

9. ON BOARD DIAGNOSTICS (OBD) TEST METHODS
9.1. The vehicles shall be tested according to Annex 11.
9.2. For OVC vehicles, the measurements of emissions of pollutants shall be carried out under the same conditions

as specified for condition B of the Type I test (paragraphs 3.1.3 and 3.2.3).

9.3. For NOVC vehicles, the measurements of emissions of pollutants shall be carried out under the same condi-
tions as in the Type I test.
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ANNEX 14
Appendix 1

Electrical energy/power storage device State Of Charge (SOC) profile for OVC HEV
Type I test

Condition A of the Type I test

100 % |---------
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Condition A:

(1) initial electrical energy/power storage device state of charge
(2) discharge according to paragraph 3.1.2.1 or 3.2.2.1
(3) vehicle conditioning according to paragraph 3.1.2.2 or 3.2.2.2
(4) charge during soak according to paragraphs 3.1.2.3 and 3.1.2.4, or paragraphs 3.2.2.3 and 3.2.2.4
(5) test according to paragraph 3.1.2.5 or 3.2.2.5.
Condition B of the Type I test
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Condition B:

(1) initial state of charge

(2) vehicle conditioning according to paragraph 3.1.3.1 or 3.2.3.1
(3) discharge according to paragraph 3.1.3.2 or 3.2.3.2

(4) soak according to paragraph 3.1.3.3 or 3.2.3.3

(5) test according to paragraph 3.1.3.4 or 3.2.3.4.
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Corrigendum to Regulation No 123 of the Economic Commission for Europe of the United Nations (UN/ECE) —
Uniform provisions concerning the approval of adaptive front-lighting systems (AFS) for motor vehicles

(Official Journal of the European Union L 375 of 27 December 2006)

Regulation No 123 should read as follows:

Regulation No 123 of the Economic Commission for Europe of the United Nations (UN/ECE) —

1.1.

1.2.

1.3.

1.4.

1.4.1.

1.4.2.

1.4.3.

1.5.

Uniform provisions concerning the approval of adaptive front-lighting systems (AFS)

for motor vehicles

ADMINISTRATIVE PROVISIONS

SCOPE

This Regulation applies to adaptive front-lighting systems (AFS) for motor vehicles.
DEFINITIONS

For the purpose of this Regulation:

the definitions given in Regulation No 48 and its series of amendments in force at the time of
application for approval shall apply;

‘Adaptive front lighting system’ (or ‘system’) means a lighting device, providing beams with differ-
ing characteristics for automatic adaptation to varying conditions of use of the dipped-beam (pass-
ing beam) and, if it applies, the main-beam (driving-beam) with a minimum functional content as
indicated in paragraph 6.1.1.; such systems consist of the ‘system control’, one or more ‘supply
and operating device(s), if any, and the ‘installation units’ of the right and of the left side of the
vehicle;

‘Class’ of a passing beam (C, V, E or W) means the designation of a passing beam, identified by
particular provisions according to this Regulation and Regulation No 48 (1);

‘Mode’ of a front-lighting function provided by a systemmeans a beam within the provisions (see
paragraphs 6.2. and 6.3. of this Regulation) either for one of the passing beam classes or for the main
beam, designed and specified by the manufacturer for adaptation to dedicated vehicle and ambient
conditions;

‘Bending mode’ means the designation of a mode of a front-lighting function with its illumination
being laterally moved or modified (to obtain an equivalent effect), designed for bends, curves or
intersections of the road, and, identified by particular photometric provisions;

‘Category 1 bending mode’ means a bending mode with horizontal movement of the kink of the
cut-off;

‘Category 2 bending mode’ means a bending mode without horizontal movement of the kink of
the cut-off;

‘Lighting unit’ means a light emitting part of the system, which may consist of optical, mechanical
and electrical components, designed to provide or contribute to the beam of one or more front-
lighting function(s) provided by the system;

(") For explanation only. The provisions of the passing beam classes are dedicated to conditions as follows: C for the basic

passing beam, V for use in lit areas such as towns, E for use on roads such as motorways, W for use in adverse condi-
tions such as wet road.
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1.6. ‘Installation unit’ means an indivisible housing (lamp body) which contains one or more lighting
unit(s);
1.7. ‘Right side’ respectively ‘left side’ means the combined total of the lighting units intended to be

installed to that side of the longitudinal median plane of the vehicle, relative to its forward motion;

1.8. ‘System control’ means that part(s) of the system receiving the signals from the vehicle and con-
trolling the operation of the lighting units automatically;

1.9. ‘Neutral state’ means the state of the system when a defined mode of the class C passing beam
(basic passing bean) or of the main beam, if any, is produced, and no AFS control signal applies;

1.10. ‘Signal’ means any AFS control signal as defined in Regulation No 48 or, any additional control
input to the system or, a control output from the system to the vehicle;

1.11. ‘Signal generator’ means a device, reproducing one or more of the signals for system tests;

1.12. ‘Supply and operating device’ means one or more components of a system providing power to one
or more parts of the system, including such as power and/or voltage control(s) for one or more
light sources as e.g. electronic light source control gears;

1.13. ‘System reference axis’ means the intersection line of the vehicle’s longitudinal median plane with
the horizontal plane through the centre of reference of one lighting unit specified in the drawings
according to paragraph 2.2.1. below;

1.14. ‘Lens’ means the outermost component of an installation unit, which transmits light through the
illuminating surface;

1.15. ‘Coating’ means any product(s) applied in one or more layers to the outer face of a lens;
1.16. Systems of different ‘types’ means systems which differ in such essential respects as:
1.16.1.  the trade name or mark(s);

1.16.2.  the inclusion or elimination of components capable of altering optical characteristics/photometric
properties of the system;

1.16.3.  suitability for right-hand or left-hand traffic or for both traffic systems;
1.16.4.  the front-lighting function(s), mode(s) and classes produced;

1.16.5.  the materials constituting the lenses and coatings, if any;

1.16.6.  the characteristic(s) of the signal(s), specified for the system;

1.17. ‘Aiming’ means the positioning of the beam or part thereof on an aiming screen according to the
relevant criteria;

1.18. ‘Adjustment’ means the use of the means provided by the system for vertical andfor horizontal
aiming of the beam;

1.19. ‘Traffic-change function’ means any front-lighting function or a mode thereof, or part(s) thereof
only, or any combination of these, intended to avoid glare and provide sufficient illumination in
case where a vehicle being equipped with a system designed for one traffic direction only is tem-
porarily used in a country with the opposite direction of traffic.

1.20. ‘Substitute function’ means any specified front-lighting and/or front light-signalling, be it a front-
lighting and/or a front light-signalling function, or a mode thereof, or part(s) thereof only, or any
combination of it, intended to replace a front-lighting function/mode in case of failure.
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2.1.

2.1.1.1.

2.1.3.1.

2.1.3.2.

2.2.

2.2.1.

2.2.2.

APPLICATION FOR APPROVAL OF A SYSTEM

The application for approval shall be submitted by the owner of the trade name or mark or by his
duly accredited representative.

It shall specify:

the front-lighting functions, which are intended to be provided by the system, for which Approval
is sought according to this Regulation;

any other front-lighting or front light signalling function(s), provided by any lamp(s) being grouped,
combined or reciprocally incorporated to the lighting units of the system, for which Approval is
sought; sufficient information for identification of the respective lamp(s) and indication of the Regu-
lation(s), according to which they are intended to be (separately) approved;

whether the passing beam is designed for both left-hand and right-hand traffic or for either left-
hand or right-hand traffic only;

if the system is equipped with one or more adjustable lighting unit(s):

the mounting position(s)of the respective lighting unit(s) in relation to the ground and the longitu-
dinal median plane of the vehicle;

the maximum angles above and below the normal position(s) which the device(s) for vertical adjust-
ment can achieve;

the category, as listed in Regulation No 37 or 99, of replaceable and/or non-replaceable light
source(s) used;

if the system is equipped with one or more non-replaceable light source(s):
identification of the lighting unit(s) of which said light source(s) is/are a non-replaceable part;

the operation conditions e.g. different input voltages according to the provisions of the Annex 9
to this Regulation, if applicable.

Every application for approval shall be accompanied by:

drawings in triplicate in sufficient detail to permit identification of the type, showing the posi-
tion(s) intended for the approval number(s) and the additional symbols in relation to the circle(s)
of the approval mark(s), and showing in what geometrical position the lighting units are to be
mounted on the vehicle in relation to ground and vehicle longitudinal median plane, and showing
each of them in vertical (axial) section and in front elevation, with main details of the optical design
including the axis/axes of reference and the point(s) to be taken as centre(s) of reference in the tests
and any optical features, of the lens, if applicable;

a concise technical description of the system specifying:
(a) the lighting function(s) and their modes to be provided by the system (?);

(b) the lighting units contributing to each of them ('), and the signals (2) with the technical char-
acteristics relevant to their operation;

(c) which categories (!) of the bending mode requirements apply, if any;

(") To be indicated in a form conforming to the model of Annex 1.

(3 To be indicated in a form conforming to the model of Annex 10.
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2.2.2.1.

2222,

2.2.3.

2.2.4.

2.2.4.1.

2.2.4.1.1.

2.2.4.1.2.

2.2.4.2.

(d) which additional data set(s) of class E passing beam provisions according to Table 6 of Annex 3
of this Regulation apply, if any;

() which set(s) of class W passing beam provisions according to Annex 3 of this Regulation apply,
if any;

(f) which lighting units (') provide or contribute to one or more passing beam cut-off(s);

(g) the indication(s) (2 according to the provisions of paragraph 6.4.6. of this Regulation with
respect to the paragraphs 6.22.6.1.2.1. and 6.22.6.1.3. of Regulation No 48;

(h) which lighting units are designed to provide the minimum passing beam illumination accord-
ing to the paragraph 6.2.9.1. of this Regulation;

(i) mounting and operation specifications for test purposes;
() any other relevant information;

the safety concept as laid down in the documentation, which, to the satisfaction of the Technical
Service responsible for type approval tests:

(i) describes the measures designed into the system to ensure compliance with the provisions of
paragraphs 5.7.3., 5.9., 6.2.6.4. below,

and
(ii) indicates the instructions for their verification according to paragraph 6.2.7. below;
and/or

(ili) gives access to the relevant documents demonstrating the system’s performance concerning
sufficient reliability and safe operation of the measures specified according to the para-
graph 2.2.2.1. (i) above, e.g. FMEA (Failure Mode and Effect Analysis’), FTA (Fault Tree Analy-
sis’) or any similar process appropriate to system safety considerations.

the make and type of supply and operating device(s), if any and if not being part of an installation
unit;

two samples of the type of system, for which approval is sought, including the mounting devices,
supply and operating devices, and signal generators if any;

for the test of plastic material of which the lenses are made:
fourteen lenses;

ten of these lenses may be replaced by ten samples of material at least 60 x 80 mm in size, having
a flat or convex outer surface and a substantially flat area (radius of curvature not less than 300 mm)
in the middle measuring at least 15 x 15 mm;

every such lens or sample of material shall be produced by the method to be used in mass
production;

a lighting element or optical assembly, if applicable, to which the lenses can be fitted in accor-
dance with the manufacturer’s instructions;

(") To be indicated in a form conforming to the model of Annex 10.

(?) To be indicated in a form conforming to the model of Annex 1.
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2.2.5.

2.2.6.

2.2.7.

3.1.

3.2

3.2.1.

3.3.

3.4.

for testing the resistance of the light transmitting components made of plastic material against UV
radiation of those light source(s) inside the system, which can emit UV radiation as e.g. gas dis-
charge light sources, according to paragraph 2.2.4. of Annex 6 to this Regulation:

one sample of each relevant material being used in the system or one system or part(s) thereof,
containing these. Each material sample shall have the same appearance and surface treatment, if
any, as intended for use in the system to be approved;

the materials making up the lenses and coatings, if any, shall be accompanied by the test report of
the characteristics of these materials and coatings if they have already been tested;

in case of a system according to paragraph 4.1.7. below, a vehicle representative of the vehicle(s)
indicated according to paragraph 4.1.6. below.

MARKINGS

The installation units of a system submitted for approval shall bear the trade name or mark of the
applicant.

They shall comprise each, on the lenses and on the main bodies spaces of sufficient size for the
approval mark and the additional symbols referred to in paragraph 4.; these spaces shall be indicated
on the drawings referred to in paragraph 2.2.1. above.

If however the lens cannot be detached from the main body of the installation unit, one marking
as per paragraph 4.2.5. shall be sufficient.

The installation units or systems designed to satisfy the requirements both of right-hand and of
left-hand traffic shall bear markings indicating the two settings of the optical element(s) on the
vehicle or of the light source(s) on the reflector(s); these markings shall consist of the letters ‘R/D’
for the position for right-hand traffic and the letters ‘L/G’ for the position for left-hand traffic.

In the case of a system designed to meet the requirements set out in paragraph 5.8.2. below by
means of, or using additionally, an area on the front lens(es) of the installation unit(s) which can
be occulted, this area must be outlined indelibly. This marking is not necessary, however, where
the area is clearly apparent.

APPROVAL
General

If all the samples of a type of a system submitted pursuant to paragraph 2. above satisfy the pro-
visions of this Regulation, approval shall be granted.

Where lamps being grouped, combined or reciprocally incorporated with the system satisfy the
requirements of more than one Regulation, a single international approval mark may be affixed
provided that each of the grouped, combined or reciprocally incorporated lamps satisfies the pro-
visions applicable to it.

An approval number shall be assigned to each type approved. Its first two digits (at present 00)
shall indicate the series of amendments incorporating the most recent major technical amend-
ments made to the Regulation at the time of issue of the approval. The same Contracting Party
may not assign the same number to another type of system covered by this Regulation.

Notice of approval or of extension or refusal or withdrawal of approval or production definitely
discontinued of a type of system pursuant to this Regulation shall be communicated to the Parties
to the 1958 Agreement applying this Regulation, by means of a form conforming to the model in
Annex 1 to this Regulation, with the indications according to paragraph 2.1.3.
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4.1.4.1.

4.1.7.1.

4.1.7.2.

4.2.

4.2.1.

4.2.1.1.

4.2.1.2.

4.2.2.

4.2.2.1.

4.2.2.2.

if the installation unit(s) isfare equipped with an adjustable reflector and if this/these installation
unit(s) is/are to be used only in mounting positions according to the indications in paragraph 2.1.3.
the applicant shall be obliged by approval to inform the user in a proper way about the correct
mounting position(s).

In addition to the mark prescribed in paragraph 3.1., an approval mark as described in para-
graphs 4.2. and 4.3. below shall be affixed in the spaces referred to in paragraph 3.2. above to
every installation unit of a system conforming to a type approved under this Regulation.

The applicant shall indicate in a form corresponding to the respective model in the Annex 1 to
this Regulation, the vehicle(s) for which the system is intended.

If approval is sought for a system which is not intended to be included as part of the approval of a
vehicle type according to Regulation No 48,

the applicant shall submit sufficient documentation to prove the capability of the system to com-
ply with the provisions of paragraph 6.22. of Regulation No 48 when correctly installed, and

the system shall be approved according to Regulation No 10.
Composition of the approval mark

The approval mark shall consist of:

An international approval marking, comprising:

a circle surrounding the letter ‘E’ followed by the distinguishing number of the country which has
granted approval (1);

the approval number prescribed in paragraph 4.1.3. above;
the following additional symbol (or symbols):

on a system, the letter ‘X', and those of the function(s) being provided by the system:

‘C for the class C passing beam, with the addition of symbols for the relevant other classes of
passing beam,

F for a class E passing beam,

v for a class V passing beam,

‘W’ for a class W passing beam,

R for a driving beam;

in addition to each symbol and above it a score, if the lighting function or mode thereof is pro-
vided by more than one installation unit from one or both side(s);

(') 1 for Germany, 2 for France, 3 for Italy, 4 for the Netherlands, 5 for Sweden, 6 for Belgium, 7 for Hungary, 8 for the

Czech Republic, 9 for Spain, 10 for Yugoslavia, 11 for the United Kingdom, 12 for Austria, 13 for Luxembourg, 14 for
Switzerland, 15 (vacant), 16 for Norway, 17 for Finland, 18 for Denmark, 19 for Romania, 20 for Poland, 21 for
Portugal, 22 for the Russian Federation, 23 for Greece, 24 for Ireland, 25 for Croatia, 26 for Slovenia, 27 for Slovakia,
28 for Belarus, 29 for Estonia, 30 (vacant), 31 for Bosnia and Herzegovina, 32 for Latvia, 33 (vacant), 34 for Bulgaria,
35-36 (vacant), 37 for Turkey, 38-39 (vacant), 40 for The former Yugoslav Republic of Macedonia, 41 (vacant), 42 for
the European Community (Approvals are granted by its Member States using their respective ECE symbol), 43 for
Japan, 44 (vacant), 45 for Australia, 46 for Ukraine, 47 for South Africa, 48 for New Zealand, 49 for Cyprus, 50 for
Malta and 51 for the Republic of Korea. Subsequent numbers shall be assigned to other countries in the chronological
order in which they ratify or accede to the Agreement concerning the Adoption of Uniform Technical Prescriptions for
Wheeled Vehicles, Equipment and Parts which can be Fitted and/or be Used on Wheeled Vehicles and the Conditions
for Reciprocal Recognition of Approvals Granted on the Basis of these Prescriptions, and the numbers thus assigned
shall be communicated by the Secretary-General of the United Nations to the Contracting Parties to the Agreement.
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4.2.2.3.

4.2.2.4.

4.2.2.5.

4.2.2.6.

4.2.2.7.

4.2.2.8.

4.2.2.9.

4.2.3.

4.2.3.1.

4.2.3.2.

4.2.4.

4.2.5.

4.3.

in addition the symbol ‘T, after the symbol(s) of all lighting function(s) and/or class(es) designed to
comply with the respective bend lighting provisions, with said symbol(s) arranged together and
leftmost;

on a separate installation unit, the letter X, and those of the function(s) being provided by the
lighting unit(s) comprised in it;

if the installation unit on a given side is not the only contributor to a lighting function or mode of
a lighting function it shall bear a score above the symbol of the function;

on a system or part thereof meeting left-hand traffic requirements only, a horizontal arrow point-
ing to the right of an observer facing the installation unit, i.e. to the side of the road on which the
traffic moves;

on a system or part thereof designed to meet the requirements of both traffic systems e.g. by means
of an appropriate adjustment of the setting of the optical element or the light source, a horizontal
arrow with a head on each end, the heads pointing respectively to the left and to the right;

on an installation unit incorporating a lens of plastic material, the group of letters ‘PL’ to be affixed
near the symbols prescribed in paragraphs 4.2.2.1. to 4.2.2.7. above;

on an installation unit contributing to fulfil the requirements of this Regulation in respect of the
driving beam, an indication of the maximum luminous intensity expressed by the reference mark,
as defined in paragraph 6.3.2.1.3. below, placed near the circle surrounding the letter ‘E;

In every case the relevant operating mode used during the test procedure according to
paragraph 1.1.1.1. of Annex 4 and the permitted voltage(s) according to paragraph 1.1.1.2. of
Annex 4 shall be stipulated on the approval forms and on the communication forms transmitted to
the countries which are Contracting Parties to the Agreement and which apply this Regulation.

In the corresponding cases, the system or part(s) thereof shall be marked as follows:

on an installation unit meeting the requirements of this Regulation which is so designed that the
light source(s) of the passing beam shall not be lit simultaneously with that of any other lighting
function with which it may be reciprocally incorporated: an oblique stroke (/) shall be placed after
the passing beam symbol(s) in the approval mark.

on an installation unit meeting the requirements of Annex 4 to this Regulation only when sup-
plied with a voltage of 6 V or 12 V, a symbol consisting of the number 24 crossed out by an
oblique cross (X), shall be placed near the holders of the light source(s).

The two digits of the approval number (at present 00) which indicate the series of amendments
incorporating the most recent major technical amendments made to the Regulation at the time of
issue of the approval and, if necessary, the required arrow may be marked close to the above addi-
tional symbols.

The marks and symbols referred to in paragraphs 4.2.1. and 4.2.2. above shall be clearly legible
and be indelible. They may be placed on an inner or outer part (transparent or not) of the installa-
tion unit which cannot be separated from its light-emitting surface(s). In any case it shall be visible
when the installation unit(s) isfare fitted on the vehicle. The displacement of a movable part of the
vehicle is permitted to fulfil this requirement.

Arrangement of the approval mark
Independent lamps

Annex 2, Figures 1 to 10, to this Regulation gives examples of arrangements of the approval mark
with the above-mentioned additional symbols.
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43.2.  Grouped, combined or reciprocally incorporated lamps

4.3.2.1.  Where lamps being grouped, combined or reciprocally incorporated with the system have been found
to comply with the requirements of several Regulations, a single international approval mark may
be affixed, consisting of a circle surrounding the letter ‘E’ followed by the distinguishing number of
the country which has granted the approval, and an approval number. This approval mark may be
located anywhere on the grouped, combined or reciprocally incorporated lamps, provided that:

4.3.2.1.1. it is visible as per paragraph 4.2.5.;

4.3.2.1.2. no part of the grouped, combined or reciprocally incorporated lamps that transmit light can be
removed without at the same time removing the approval mark.

4.3.2.2.  The identification symbol for each lamp appropriate to each Regulation under which approval has
been granted, together with the corresponding series of amendments incorporating the most recent
major technical amendments to the Regulation at the time of issue of the approval, and if necessary,
the required arrow shall be marked:

4.3.2.2.1. either on the appropriate light-emitting surface,

4.3.2.2.2. orin a group, in such a way that each of the grouped, combined or reciprocally incorporated lamps
may be clearly identified (see for possible examples in Annex 2).

4.3.2.3. The size of the components of a single approval mark shall not be less than the minimum size
required for the smallest of the individual marks by the Regulation under which approval has been
granted.

4.3.2.4.  An approval number shall be assigned to each type approved. The same Contracting Party may
not assign the same number to another type of grouped, combined or reciprocally incorporated
lamps covered by this Regulation.

4.3.2.5. Annex 2, Figure 11 and 12, to this Regulation give examples of arrangements of approval marks
for grouped, combined or reciprocally incorporated lamps with all the above-mentioned additional
symbols, and relating to a system with functions provided by more than one installation unit per
side of the vehicle.

4.3.2.6. Annex 2, Figure 13, to this Regulation give examples of approval marks relating to the complete
system.

B. TECHNICAL REQUIREMENTS FOR SYSTEMS OR PART(S) OF A SYSTEM

Unless otherwise specified, photometric measurements shall be carried out according to the provi-
sions set out in the Annex 9 to this Regulation.

5. GENERAL SPECIFICATIONS

5.1. Each sample, when its approval is sought for right-hand traffic only, shall conform to the
specifications set forth in paragraphs 6. and 7. below; if however its approval is sought for left-hand
traffic, the provisions of paragraph 6. below, including the relevant Annexes to this Regulation, apply
with the inversion of right to left and vice versa.

Correspondingly, the designation of the angular positions and elements is adjusted by exchanging
R’ for ‘L’ and vice versa.

5.1.2.  Systems or part(s) thereof, shall be so made as to retain their prescribed photometric characteris-
tics and to remain in good working order when in normal use, in spite of the vibrations to which

they may be subjected.
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5.2 Systems or part(s) thereof, shall be fitted with a device enabling them to be so adjusted on the vehicle
as to comply with the rules applicable to them.

5.2.1.  Such adjustment device(s) need not be fitted on systems or part(s) thereof, provided that their use
is confined to vehicles on which the setting can be adjusted by other means or no such means are
needed according to the applicant’s system description.

5.3. The system shall not be equipped with light sources that are not approved according to Regulation
No 37 or 99;

5.3.1.  If a light source is replaceable, its lamp holder shall conform to the dimensional characteristics
given on the data sheet of IEC Publication No 60061-2, as referred to in the relevant light source
Regulation;

5.3.2.  If alight source is non-replaceable, it shall not be a part of a lighting unit that provides the passing
beam in the neutral state.

5.4. System(s) or part(s) thereof, designed to satisfy the requirements both of right-hand and of left-
hand traffic may be adapted for traffic on a given side of the road either by an appropriate initial
setting when fitted on the vehicle or by selective setting by the user. In any case, only two different
and clearly distinct settings, one for right-hand and one for left-hand traffic, shall be possible, and
the design shall preclude inadvertent shifting from one setting to the other or setting in an inter-
mediate state.

5.5. Complementary tests shall be done according to the requirements of Annex 4 of this Regulation to
ensure that in use there is no excessive change in photometric performance.

5.6. If the lens of a lighting unit is of plastic material, tests shall be done according to the requirements
of Annex 6 to this Regulation.

5.7. On a system or part(s) of, designed to provide alternately the driving beam and the passing beam, any
mechanical, electro-mechanical or other device incorporated in the lighting unit(s), for switching
from one to the other beam shall be so constructed that:

5.7.1.  the device is strong enough to withstand 50 000 operations without suffering damage despite the
vibrations to which it may be subjected in normal use;

5.7.2.  either the passing beam or the driving beam shall always be obtained, without any possibility of
remaining in an intermediate or undefined state; if this is not possible, such a state must comply
with the provisions of paragraph 5.7.3. below;

5.7.3.  in the case of failure it must be possible to obtain automatically a passing beam or a state with
respect to the photometric conditions which yields values not exceeding 1,5 Ix in the zone Il b as
defined in Annex 3 to this Regulation and at least 4 Ix in a point of ‘segment E_ ", by such means
as e.g. switching off, dimming, aiming downwards, and/or functional substitution;

5.7.4.  the user cannot, with ordinary tools, change the shape or position of the moving parts, or influ-
ence the switching device.

5.8. Systems shall provide means allowing them to be used temporarily in a territory with the opposite
direction of driving than that for which approval is sought, without causing undue dazzle to the
oncoming traffic. For these purposes the system(s) or part(s) thereof shall:

5.8.1.  be capable of providing a selective setting by the user according to paragraph 5.4. above, without
special tools; or

5.8.2.  provide means to achieve a traffic-change function, producing not more than 1,5 Ix in zone IIIb for
the opposite direction of traffic and not less than 6 Ixin 50V when tested according to paragraph 6.2.
below with the adjustment left unchanged compared to that for the original traffic direction; where
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5.8.2.1.

5.9.

5.10.

5.11.1.

5.11.2.

6.1.4.1.

6.1.4.2.

6.1.4.3.

6.2.

the occultation of a respective lens area according to paragraph 3.4. above may be such means or
part of it.

The system shall be so made that, if a light source has failed, a failure signal in order to comply
with the relevant provisions of Regulation No 48 shall be provided.

The component(s) to which a replaceable light source is assembled shall be so made that the light
source fits easily and, even in darkness, can be fitted in no position but the correct one.

In the case of a system according to paragraph 4.1.7. above.

The system shall be accompanied by a copy of the form according to paragraph 4.1.4. above and
instructions to enable its installation according to the provisions of Regulation No 48.

The Technical Service responsible for type approval shall verify that:
(a) the system can be correctly installed according to said instructions;

(b) the system, when installed in the vehicle, complies with the provisions of paragraph 6.22. of
Regulation No 48;

to confirm compliance with the provisions of paragraph 6.22.7.4. of Regulation No 48 a test
drive is mandatory, which comprises any situation relevant to the system control on the basis
of the applicant’s description. It shall be notified whether all modes are activated, performing
and de-activated according to the applicant’s description; obvious malfunctioning, if any, to be
contested (e.g. angular excess or flicker).

ILLUMINATION
General provisions

Each system shall provide a class C passing beam according to paragraph 6.2.5. below and one or
more passing beam(s) of additional class(es); it may incorporate one or more additional modes
within each class of passing beam and the front-lighting functions according to paragraph 6.3.
and/or 2.1.1.1. of this Regulation.

The system shall provide automatic modifications, such that good road illumination is achieved
and no discomfort is caused, either to the driver or to other road users.

The system shall be considered acceptable if it meets the relevant photometric requirements of para-
graphs 6.2. and 6.3.

Photometric measurements shall be performed according to the applicants description:
at neutral state according to paragraph 1.9
at V-signal, W-signal, E-signal, T-signal according to paragraph 1.10., whichever apply;

if applicable, at any other signal(s) according to paragraph 1.10. and combinations of them, accord-
ing to the applicant’s specification.

Provisions concerning passing beam

The system shall, prior to the subsequent test procedures, be set to the neutral state, emitting the
class C passing beam.
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6.2.1.  For each side of the system (vehicle) the passing beam in its neutral state shall produce from at least
one lighting unit a ‘cut-off as defined in Annex 8 to this Regulation or,

6.2.1.1.  the system shall provide other means, e.g. optical features or temporary auxiliary beams, allowing
for unambiguous and correct aiming.

6.2.1.2. Annex 8 does not apply to the traffic-change function as described in paragraph 5.8.
through 5.8.2.1. above.

6.2.2.  The system or part(s) thereof shall be so aimed that the position of the cut-off complies with the
requirements indicated in Table 2 of Annex 3 to this Regulation.

6.2.3.  When so aimed, the system or part(s) thereof, if its approval is sought solely for provision of the
passing beam, needs to comply with the requirements set out in the relevant paragraphs below; if
it is intended to provide additional lighting or light signalling functions according to the scope of
this Regulation, it shall comply in addition with the requirements set out in the relevant para-
graphs below, if not being adjustable independently.

6.2.4.  Where a system or any part(s) thereof so aimed do not meet the requirements as indicated in para-
graph 6.2.3. above, its alignment may, according to the instructions of the manufacturer, be
changed, within 0,5 deg to the right or left and vertically 0,2 deg up or down, with respect to the
initial aiming.

6.2.5.  When emitting a specified mode of the passing beam, the system shall meet the requirements in
the respective section (C, V, E, W) of part A of Table 1 (photometric values) and in Table 2 (E .
and ‘cut-off’ positions) of Annex 3 to this Regulation, as well as section 1 (‘cut-off requirements)
of Annex 8 to this Regulation.

6.2.6. A bending mode may be emitted, provided that:

6.2.6.1.  the system meets the respective requirements of part B of Table 1 (photometric values) and item 2
of Table 2 (‘cut-off provisions) of Annex 3 to this Regulation, when measured according to the
procedure indicated in Annex 9, relevant to the category (either category 1 or category 2) of the
bending mode, for which approval is sought;

6.2.6.2. E, .. of the illumination does not lie outside of the rectangle extending from the uppermost verti-
cal position specified in Table 2 of Annex 3 to this Regulation for the respective passing beam

class, to 2 deg below H-H and from 45 deg left to 45 deg right of the system reference axis;

6.2.6.3. when the T-signal corresponds to the vehicle’s smallest turn radius to the left (or right), the system
provides at least 3 Ix at one or more points in the zone extending from H-H to 2 deg below H-H
and from 10 to 45 deg left (or right) of the system reference axis;

6.2.6.4. if approval is sought for a category 1 bending mode, the use of the system is restricted to vehicles
where provisions are taken such that the horizontal position of the ‘kink’ of the ‘cut-off’ which is
provided by the system, complies with the relevant provisions of paragraph 6.22.7.4.5. (i) of Regu-
lation No 48;

6.2.6.5. if approval is sought for a category 1 bending mode, the system is designed so that, in the case of
a failure affecting the lateral movement or modification of the illumination, it must be possible to
obtain automatically either photometric conditions corresponding to paragraph 6.2.5. above or a
state with respect to the photometric conditions which yields values not exceeding 1,5 Ix in the
zone IlIb, as defined in Annex 3 to this Regulation, and at least 4 Ix in a point of ‘segment E

%
max ’
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6.2.6.5.1.

6.2.7.

6.2.8.

6.2.9.

6.2.9.1.

6.2.9.2.

6.2.9.3.

6.3.

6.3.1.1.

6.3.2.1.

6.3.2.1.1.

6.3.2.1.2.

6.3.2.1.3.

however, this is not needed, if for positions relative to the system reference axis up to 5 deg left, at
0,3 deg up from H-H, and greater than 5 deg left, at 0,57 deg up, a value of 1 Ix is in no case
exceeded.

The system shall be checked on the basis of the relevant instructions of the manufacturer, indi-
cated in the safety concept according to paragraph 2.2.2.1. above.

A system or part(s) thereof, designed to meet the requirements of both right-hand and left-hand
traffic must, in each of the two setting positions, according to 5.4. above meet the requirements
specified for the corresponding direction of traffic.

The system shall be so made that:
any specified passing beam mode provides at least 3 Ix at point 50 V from each side of the system;
the mode(s) of the Class V passing beam are exempted from this requirement;

four seconds after switching on the system, which has not been operated for 30 minutes or more,
at least 5 Ix must be reached at point 50 V of the class C passing beam;

other modes:

when signal inputs according to paragraph 6.1.4.3. of this Regulation apply, the requirements of
the paragraph 6.2. shall be fulfilled.

Provisions concerning driving beam
The system shall, prior to the subsequent test procedures, be set to the neutral state.

The lighting unit(s) of the system shall be adjusted, according to the instructions of the manufacturer,
such that the area of maximum illumination is centred on the point (HV) of intersection of the lines
H-H and V-V;

any lighting unit(s) which is/are not independently adjustable, or, for which the aiming was done
with respect to any measurements under paragraphs 6.2., shall be tested in its/their unchanged
position.

When measured according to the provisions laid down in Annex 9 to this Regulation the illumination
shall meet the following requirements.

HV shall be situated within the isolux 80 per cent of maximum illumination of the driving beam.

This maximum value (E,,) shall not be less than 48 Ix. The maximum value shall in no circum-
stances exceed 240 Ix;

The maximum intensity (I,,) of each installation unit providing or contributing to the maximum
intensity of the driving beam, expressed in thousands of candelas shall be calculated by the formula:

Iy = 0,625 Ey,

The reference mark (I'y,) of this maximum intensity, referred to in paragraph 4.2.2.9. above, shall
be obtained by the ratio:

This value shall be rounded off to the value of: 5-10-12,5-17,5-20-25-27,5-30-37,5 -
40 - 45 - 50.
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6.3.2.2.

6.3.3.1.

6.3.4.1.

6.3.4.2.

6.3.4.3.

6.4.

6.4.1.

6.4.2.

6.4.3.

6.4.3.1.

6.4.4.

6.4.5.

Starting from point HV, horizontally to the right and left, the illumination of the driving beam
shall be not less than 24 Ix up to 2,6 deg and not less than 6 Ix up to 5,2 deg.

The illumination or part thereof emitted by the system may be automatically laterally moved (or
modified to obtain an equivalent effect), provided that:

the system meets the requirements of the paragraphs 6.3.2.1.1. and 6.3.2.2. above with each light-
ing unit measured according to the relevant procedure indicated in Annex 9.

The system shall be so made that:

the lighting unit(s) of the right side and of the left side provide each at least half of the minimum
illumination value of the driving beam as specified by the paragraph 6.3.2.2. above:

four seconds after switching on the system, which has not been operated for 30 minutes or more,
at least 42 Ix must be reached at point HV of the driving beam;

When signal inputs according to paragraph 6.1.4.3. of this Regulation apply, the requirements of
the paragraph 6.3. shall be fulfilled.

If the specified beam requirements are not met, a re-aiming of the beam position within 0,5 deg
up or down andfor 1 deg to the right or left, with respect to its initial aiming is allowed; in the
revised position all photometric requirements shall be met. These provisions do not apply to light-
ing units as indicated under paragraph 6.3.1.1. of this Regulation.

Other provisions

In the case of a system or part(s) thereof with adjustable lighting units the requirements of para-
graphs 6.2. (passing beam), and 6.3. (driving beam) are applicable for each mounting position indi-

cated according to paragraph 2.1.3. (adjustment range). For verification the following procedure
shall be used:

Each applied position is realized on the test goniometer with respect to a line joining the centre of
reference and point HV on an aiming screen. The adjustable system or part(s) thereof is then moved
into such a position that the light pattern on the screen corresponds to the relevant aiming
prescriptions;

with the system or part(s) thereof initially fixed according to paragraph 6.4.1., the device or part(s)
thereof must meet the relevant photometric requirements of paragraphs 6.2. and 6.3.;

additional tests shall be made after the reflector/system or part(s) thereof has been moved vertically
+ 2 deg or at least into the maximum position if less than 2 deg, from its initial position by means
of the system or part(s) thereof adjusting device. Having re-aimed the system or part(s) thereof as a
whole (by means of the goniometer for example) in the corresponding opposite direction the light
output in the following directions shall be controlled and lie within the required limits:

passing beam: points HV and 75R, or 50R if applicable; driving beam: I, and point HV (percent-
age of I);

if the applicant has indicated more than one mounting position, the procedure of paragraphs 6.4.1.
to 6.4.3. shall be repeated for all other positions;

if the applicant has not asked for special mounting positions, the system or part(s) thereof shall be
aimed for measurements of paragraphs 6.2. (passing beam) and 6.3. (driving beam) with the rel-
evant adjusting device(s) of the system or part(s) thereof in its mean position. The additional test of
paragraph 6.4.3. shall be made with the system or part(s) thereof, moved into its extreme positions
(instead of + 2 deg) by means of the relevant adjusting device(s).
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6.4.6.

6.4.7.

7.1.

8.2.

8.3.

9.1.

9.2.

9.3.

It shall be stated by means of a form conforming to the model in Annex 1 to this Regulation,
which lighting unit(s) provide a ‘cut-off’ as defined in Annex 8 of this Regulation, that projects into
a zone extending from 6 deg left to 4 deg right and upwards from a horizontal line positioned at
0,8 deg down.

It shall be stated by means of a form conforming to the model in Annex 1 to this Regulation,
which class E passing beam mode(s), if any, comply with a ‘data set’ of Table 6 of Annex 3 of this
Regulation.

COLOUR

The colour of the light emitted shall be white. Expressed in CIE trichromatic co-ordinates, the light
emitted by each part of the system shall be in the following boundaries:

limit towards blue x> 0,310
limit towards yellow x < 0,500
limit towards green y < 0,150 + 0,640 x
limit towards green y < 0,440
limit towards purple y 2 0,050 + 0,750 x
limit towards red y = 0,382

FURTHER ADMINISTRATIVE PROVISIONS

MODIFICATION OF THE SYSTEM TYPE AND EXTENSION OF APPROVAL

Every modification of the system type shall be notified to the administrative department which
approved the system type. The said department may then either:

Consider that the modifications made are unlikely to have appreciable adverse effects and that in
any event the system still complies with the requirements; or

Require a further test report from the Technical Service responsible for conducting the tests.

Confirmation or refusal of approval, specifying the alterations, shall be communicated by the pro-
cedure specified in paragraph 4.1.4. above to the Contracting Parties to the Agreement which apply
this Regulation.

The competent authority issuing the extension of approval shall assign a series number to each
communication form drawn up for such an extension and inform thereof the other Parties to the
1958 Agreement applying this Regulation by means of a communication form conforming to the
model in Annex 1 to this Regulation.

CONFORMITY OF PRODUCTION

The conformity of production procedures shall comply with those set out in the Agreement, Appen-
dix 2 (E/ECE/324-E[ECE/TRANS/505/Rev.2) with the following requirements:

a system approved under this Regulation shall be so manufactured as to conform to the type
approved by meeting the requirements set forth in paragraphs 6. and 7.

the minimum requirements for conformity of production control procedures set fourth in Annex 5
to this Regulation shall be complied with.

The minimum requirements for sampling by an inspector set forth in Annex 7 to this Regulation
shall be complied with.
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9.4.

9.5.

9.6.

10.

10.1.

10.2.

11.

12.

12.1.

The authority which has granted type approval may at any time verify the conformity control meth-
ods applied in each production facility. The normal frequency of these verifications shall be once
every two years.

Systems or part(s) thereof with apparent defects are disregarded.

The reference mark is disregarded.

PENALTIES FOR NON-CONFORMITY OF PRODUCTION

The approval granted in respect of a type of system pursuant to this Regulation may be withdrawn
if the requirements are not complied with or if a system or part(s) thereof bearing the approval
mark does not conform to the type approved.

If a Contracting Party to the Agreement applying this Regulation withdraws an approval it has
previously granted, it shall forthwith so notify the other Contracting Parties applying this Regula-
tion by means of a communication form conforming to the model in Annex 1 to this Regulation.

PRODUCTION DEFINITELY DISCONTINUED

If the holder of the approval completely ceases to manufacture a type of system approved in accor-
dance with this Regulation, he shall so inform the authority, which granted the approval. Upon
receiving the relevant communication, that authority shall inform thereof the other Contracting
Parties to the 1958 Agreement applying this Regulation by means of a communication form con-
forming to the model in Annex 1 to this Regulation.

NAMES AND ADDRESSES OF TECHNICAL SERVICES RESPONSIBLE FOR CONDUCTING APPROVAL TESTS,
AND OF ADMINISTRATIVE DEPARTMENTS

The Contracting Parties to the 1958 Agreement applying this Regulation shall communicate to the
United Nations Secretariat the names and addresses of the technical services responsible for con-
ducting approval tests and of the administrative departments which grant approval and to which
forms certifying approval or extension or refusal or withdrawal of approval, or production defi-
nitely discontinued, issued in other countries, are to be sent.
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ANNEX 1

COMMUNICATION

(maximum format: A4 (210 x 297 mm))

issued by: Name of administration:

concerning (3): APPROVAL GRANTED

APPROVAL EXTENDED

APPROVAL REFUSED

APPROVAL WITHDRAWN

PRODUCTION DEFINITELY DISCONTINUED

of a type of system pursuant to Regulation NO: ..........ccooouiiiiiiiiiiiiieeeeeees

Approval NO: ......cevvveeeieiiieen. Extension NO: .......coovvveeeeiiiiiienn

1. Trade name or Mark Of the SYSIEIM: ... ...ouii e et e e ebb e snnee e
2. Manufacturer’s name for the type Of SYSTEM: .......oiiiiii e e e
3. Manufacturer’'s name and addreSS: ........oouiiiiiiiiie e e e
4. If applicable, name and address of manufacturer’s representative: ...........cccceieiiiiiiii e
5. YU o] T 1 C=Yo I (ol =T o] o 4 0 1VZ= 1 Ko o LTRSSt
6. Technical service responsible for conducting approval tests: ...........cccciiiiiiiiiini e
7. Date of report issued by that SeIVICE: s e crmmessmsminmrmmess v vomsess s 5o sus s SrEriEss 53eaFRIs F38aTRFo8s rEERTETIES
8. Number of report issued by that SEIVICE: ........cooiiiiiiiie e e e
9. Brief description:

9.1.  Category as described by the relevant Marking (3): .......ccoererreiirieierie e s sr s
9.2. Number and category(ies) of replaceable light SOUrCES: .........cc.oiiiiiiiiiiii e
9.3. Indications according to paragraph 6.4.6. of this Regulation (which lighting unit(s) provide a ‘cut-off’ as defined

in Annex 8 of this Regulation, that projects into a zone extending from 6 deg left to 4 deg right and upwards
from a horizontal line positioned at 0,8 deg dOWN): ......ccooiiiiiiiie et s

Distinguishing number of the country which has granted / extended / refused / withdrawn approval (see the provisions of the

Regulation concerning approval).
Strike out what does not apply.

Indicate the appropriate marking as foreseen according to this Regulation for each installation unit or assembly of installation
units.
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9.4. The vehicle(s) for which the system is intended as original equipment: .............ccccocor i,

9.5.  Whether approval is sought for a system which is not intended to be included as part of the approval of a
vehicle type according to Regulation NO 48: ... e yes/no

9.5.1. Ifin the affirmative: information sufficient to identify the vehicle(s) for which the system is intended: ..............

9.6. Indications according to paragraph 6.4.7. of this Regulation (which class E passing beam mode(s), if any,

comply with a ‘data set’ of Table 6 of Annex 3 of this Regulation): ...........cccceiiiiiiiiiiniie e
10.  Approval Mark(S) POSIHION(S): ..c.ueeeiiiiiiriie ettt et ettt et sa e e ea e e ebee e ebe e ebbe e e e e sae e sbeen e
11. Reason(s) for extension Of PPrOVal: :cuusssssmsssn sussrsiu snsssmre smsmsssss tsss sy e S s Vs S48 E s S EA S S5
12.  Approval granted / extended / refused / Withdrawn (1): .......ooeeriiiiii i e
13 PlaCE: . e e e e e s e s e sr e e nes
14 [ 2= (OO OO PR OU PSP PROPTOPPPP
15. SHGNATUIE. ...ttt e h e et e e et s ae e e a e s he e ea e e ek e sh e b e e b e e e h e e b e e e b e nh b eae e ne e eh b e e

16. The list of documents deposited with the Administrative Service, which has granted approval is annexed to
this communication and may be obtained On reqUESL: ..........c.ei it

17. The system is designed to provide passing beams of (3):
17.1. Class C D Class V D Class E D Class W |:|

17.2.  With the following mode(s), identified by the designation(s), if it applies (*):

Mode No. C Mode No. V ... Mode No. E ... Mode No. W ...

Mode No. C ...... Mode No. V ... Mode No. E ... Mode No. W ...

Mode No. C ...... Mode No. V ... Mode No. E .... Mode No. W ...
17.3. Where the lighting units, indicated below are energized (?) (%) (4) for the mode NO: .......cccceveeivrciiieiecienne

(a) if no bend lighting applies:

leftside  No.1 [] No.3 [] No.5 [ No.7 [[J] No9 [] No.11 []

rightside  No.2 [] No.4 [J] No.6 []J] No.8 [[] No.10 [] No.12 []
(b) if bend lighting of category 1 applies:

l.s. No.® [ No.3 [ No.5 [ No.7 [J No.9 [ No.11 []

r.s. No.2 [] No.4 [J] No.6 [] No.8 [[J No.10 [] No.12 []

(c) if bend lighting of category 2 applies:

l.s. No.1 [ No.3 [ No.5 [ No.7 [ No.9 [ No.11 []
rs. No.2 [ No.4 [J] No.6 [ No.8 [J No.10 [] No.12 []

Note: Indications according to paragraph 17.3. (a) through 17.3. (c) above are needed additionally for each
further mode.

(") Strike out what does not apply.

(3) Mark with an X where applicable.

(®) To be extended if more units are provided.
(*) To be continued if more modes are provided.
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17.4.

17.5.

18.

18.1.

18.2.

18.3.

18.4.

The lighting units marked below are energized, when the system is in its neutral state (') (3):

l.s. Not [J] No.3 [ No.5 [ No7 [J No.9 [[J No11 []
r.s. No2 [[J] No.4 [[J] No.6 [ No.8 [J No.10 [[J No12 []

The lighting units marked below are energized, when the system is in its traffic change function (') (?) (3):

(a) if no bend lighting applies:

Is. No.1 [] No.3 [[J] No.5 [ No.7 [ No9 [ Not11 []

r.s. No.2 [] No.4 [[J] No.6 ] No.8 [ No.10 [] No.12 []
(b) if bend lighting of category 1 applies:

ls. No.1 [ No.3 [ No.5 [ No.7 [ No9 [ Not11 []

r.s. No.2 [J No.4 [ No.6 [ No.8 [ No.10 [ No.12 []
(c) if bend lighting of category 2 applies:

Is. No.1 [] No.3 [J] No.5 [ No.7 [ No9 [ No11 []

rs. No.2 [ No.4a [ No.6 [ No.8 [] No.10 [ No.12 []

The system is designed to provide a main beam () (%) (3):

Yes D No |:|

With the following mode(s), identified by the designation(s), if it applies:
main beam mode No M 1

main beam mode No M .......

main beam mode No M .......

Where the lighting units marked below are energized, for mode No: ...

(a) if no bend lighting applies:

Is. No.1 [ No.3 [ No.5 [ No.7 [ No.9 [ No.11 []
r.s. No.2 [] No.4 [] No.6 [] No.8 [] No.10 [ No.12 []

(b) if bend lighting applies:

ls. No.1 [] No.3 [[J] No.5 [ No.7 [ No9 [ No11 []
r.s. No.2 [] No.4 [[J] No.6 [] No.8 [ No.10 [] No.12 []

Note: Indications according to paragraph 18.3. (a) and 18.3. (b) above are needed additionally for each further
mode.

The lighting units marked below are energized, when the system is in its neutral state (') (3):

l.s. No.1 [] No.3 [] No.5 [] No.7 [] No.9 [ No.11 [
rs. No.2 [] No.4 [] No.6 [] No.8 [] No.10 [ No.12 [

(") Mark with an X where applicable.

(3) To be extended if more units are provided.

(®) To be continued if more modes are provided.
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ANNEX 2

EXAMPLES OF ARRANGEMENTS OF APPROVAL MARKS

Example 1

a > 8 mm (glass lens)
a > 5 mm (plastic lens)

X CWR
00

X CT
I 2
00 EY

x 30
a al2_v E4 ‘al3

19243_%13 19243

Figure 1 Figure 2

N

The installation unit of a system, bearing one of the above approval marks has been approved in the Netherlands (E4)
pursuant to this Regulation under approval number 19 243, meeting the requirements of this Regulation in its original
form (00). The passing beam is designed for right-hand traffic only. The letters ‘CT" (Figure 1) indicate that it concerns a
passing beam with bending mode and the letters ‘CWR’ (Figure 2) indicate that it concerns a class C passing beam and a
class W passing beam and a driving beam.

Number 30 indicates that the maximum luminous intensity of the driving beam is between 86 250 and 101 250 candelas.

Note: The approval number and additional symbols shall be placed close to the circle surrounding the letter ‘E” and either
above or below that letter ‘E’, or to the right or left of that letter. The digits of the approval number shall be on the
same side of that letter ‘E’ and face in the same direction.

The use of Roman numerals as approval numbers should be avoided so as to prevent any confusion with other
symbols.

Example 2

X CER X CVRT
00 00

——

30 30
12493 12493

Figure 3 Figure 4a
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00 XCVRT 30 12493

M

Figure 4b
The installation unit of a system, bearing the above approval mark, meets the requirements of this Regulation in respect of
both the passing beam and the driving beam and is designed:
Figure 3: class C passing beam with class E passing beam for left-hand traffic only.

Figures 4a and 4b: class C passing beam with class V passing beam for both traffic systems by means of an appropriate
adjustment of the setting of the optical element or the light source on the vehicle, and a driving beam. Class C passing
beam, class V passing beam and driving beam comply to bending lighting provisions, as indicated by the letter ‘T". The
score above R’ indicates that the driving beam function is provided by more than one installation unit on that side of the
systen.

Example 3

X CwPL X CTPL
00 00

12493 12493

Figure 5 Figure 6
The installation unit, bearing the above approval mark is incorporating a lens of plastic material and meeting the require-
ments of this Regulation in respect of the passing beam only and is designed:
Figure 5: class C passing beam and class W passing beam for both traffic systems.

Figure 6: class C passing beam with bending mode for right-hand traffic only.
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Example 4

X CV 00 X R

Ch

12493
12493

Figure 7 Figure 8

Figure 7: the installation unit, bearing this approval mark is meeting the requirements of this Regulation in respect of the
class C passing beam with class V passing beam and designed for left-hand traffic only.

Figure 8: the installation unit, bearing this approval mark is a (separate) installation unit of a system, meeting the require-
ments of this Regulation in respect of the driving beam only.

Example 5: Identification of an installation unit incorporating a lens of plastic material meeting the requirements of this
Regulation

X CWT/R PL X EW R PL
00 00

30 10

12493 12493

Figure 9 Figure 10

Figure 9 in respect to the class C passing beam, the class W passing beam both with :bending modes and a driving beam,
and designed for right-hand traffic only.

The passing beam and it modes shall not be operate simultaneously with the driving beam in and/or another reciprocally
incorporated headlamp.

Figure 10: in respect to the class E passing beam, the class W passing beam, designed for right-hand traffic only and a
driving beam. The score above ‘E’ and ‘W’ indicates that these passing beam classes are provided on that side of the system
by more than this installation unit.

Example 6: Simplified marking for grouped, combined or reciprocally incorporated lamps, when approved according to
other than this Regulation, (Figure 11) (The vertical and horizontal lines schematise the shape of the light-signalling
device. They are not part of the approval mark).

These two examples correspond to two installation units on one side of a system, bearing an approval mark comprising
(Model A and B):
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Installation unit 1
A front position lamp approved in accordance with the 02 series of amendments of Regulation No 7;

One or more lighting unit(s), with a class C passing beam with bending mode provided to work with one or more other
installation unit(s) on the same side of the system (as indicated by the score above ‘C)) and a class V passing beam, both
designed for right- and left-hand traffic and a driving beam with a maximum intensity comprised between 86 250 and
101 250 candelas (as indicated by the number 30), approved in accordance with the requirements of this Regulation in its
original form (00) and incorporating a lens of plastic material;

A daytime running light approved in accordance with the 00 series of amendments to Regulation No 87;

A front direction indicator lamp of category 1a approved in accordance with the 01 series of amendments to Regulation
No 6.

Installation unit 3

A front fog lamp approved in accordance with the 02 series of amendments to Regulation No 19, or a class C passing
beam with bending mode, designed for right- and left-hand traffic, provided to work with one or more other installation
unit(s) on that side of the system, as indicated by the score above ‘C".

Example 7: Arrangement of approval marks relative to a system (Figure 12)

Installation unit 1 of the system

oF

17120
Model A 02 A 00 X CTV R PL 00 RL 011a

02A 00 XCTV R PL 00RL 01 1a

©

17120

Model B

Installation unit 3 of the system 00X CT 17120 02B

e

Figure 11

These two examples correspond to an adaptive front-lighting system composed of two installation units (providing the
same functions) per side of the system (units 1 and 3 for the left side, and units 2 and 4 for the right side).

The installation unit 1 (or 2) of the system bearing the above approval marks meeting the requirements of this Regulation
(00 series of amendments) in respect of both a class C passing beam for left-hand traffic and a driving beam with a maxi-
mum luminous intensity comprised between 86 250 and 101 250 candelas (indicated by the number 30), grouped with a
front direction indicator lamp of category 1la, approved in accordance with the 01 series of amendments of Regulation
No 6.
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Example 7a 00 X C 14711 installation unit 3 (4)
of the system

installation unit 1 (2)
30 @8? 00 X CTWVER 14711 of the system
—>
Example 7b installation unit 3 (4)

of the system

00 X WV 12345

30 1a installation unit 1 (2)
01 of the system

—

00 X CWERT 12345

Figure 12

In example 7a: the installation unit 1 (or 2) of the system comprises a class C passing beam with bending mode, a class W
passing beam, a class V passing beam and a class E passing beam. The score above ‘C’ indicates that the class C passing
beam is provided by two installation units on that side of the system.

The installation unit 3 (or 4) is designed to provide a second part of the class C passing beam on that side of the system as
indicated by the score above ‘C".

In example 7b: the installation unit 1 (or 2) of the system is designed to provide a class C passing beam, a class W passing
beam and a class E passing beam. The score above ‘W’ indicates that the class W passing beam is provided by two instal-
lation units on that side of the system. The letter ‘T’ to the right, following the listed symbols (and left of the approval
number) indicates that each, the class C passing beam, the class W passing beam, the class E passing beam, and the driving
beam are providing a bending mode.

The installation unit 3 (or 4) of the system is designed to provide the second part of the class W passing beam on that side
of the system (as indicated by the score above ‘W’), and the class V passing beam.

Example 8:
Arrangement of approval marks relative to both sides of a system (Figure 13)

This example corresponds to an adaptive front-lighting system composed of two installation units for the left side of the
vehicle and one installation unit for the right side.

The system bearing the above approval marks meets the requirements of this Regulation (00 series of amendments) in
respect of both a passing beam for left-hand traffic and a driving beam with a maximum intensity comprised between
86 250 and 101 250 candelas (as indicated by the number 30) grouped with a front direction indicator lamp of cat-
egory la, approved in accordance with the 01 series of amendments of Regulation No 6 and a front position lamp
approved in accordance with the 02 series of amendments of Regulation No 7.
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Right side of the system/vehicle

Left side of the system/vehicle

installation unit 2
of the system

30 1a A
01 02

00 XCETWR 45678

—

installation unit 1

of the system
30 1a A
01 02

—

00 X CETR 45678

—

The installation unit 1 of the system (left side) is designed to contribute to the class C passing beam and the class E passing
beam. The score above ‘C’ indicates that on that side more than one installation unit contributes to the class C passing
beam. The letter ‘T" to the right following the listed symbols indicates that each, the class C passing beam and the class E

passing beam are providing a bending mode.

The installation unit 3 of the system (left side) is designed to provide the second part of the class C passing beam of that

installation unit 3
of the system

00 XCw 45678

—

Figure 13

side (as indicated by the score above ‘C) and a class W passing beam.

The installation unit 2 of the system (right side) is designed to contribute to the class C passing beam, a class E passing

beam, both with bending mode and a class W passing beam.

Note: In the above examples Nos. 6, 7 and 8 the different installation units of the system shall bear the same approval

number.



ANNEX 3

PASSING BEAM PHOTOMETRIC REQUIREMENTS (')

For the purpose of this annex:
‘above it’ means vertically above, only; ‘below it' means vertically below, only.
Angular positions are expressed in deg up (U) or down (D) from H-H respectively right (R) or left (L) from V-V.

Figure 1: Angular positions of passing beam photometric requirements (indicated for right-hand traffic)
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Table 1

Passing beam photometric requirements

Position/deg Passing beam
tabled requirements expressed in lux @ 25m
horizontal vertical class C class V class E class W
No Element at/from to at min max min max min max min max
1 B50L (%) L 3,43 uo0,57 0,4 0,4 0,7 (8 0,7
2 | v v H 0,7 0,7
3 BR (%) R 25 Ul 0,2 2 0,1 1 0,2 0,2
4 Segment BRR (%) R 8 R 20 uo0,57 4 1
5 Segment BLL (%) L8 L 20 uo0,57 0,7 1 1 1
6 P L7 H 0,1 0,1
7 Zone III (as specified by Table 3 of this annex) 0,7 0,7 1 1
8a | S50, S50LL, S50RR (°) U4 10) 0,1 () 0,1()
< | 9a | 5100, SI00LL, S100RR (7 U2 0,2 () 20) 20)
& 10 | 50R R 1,72 D 0,86 6
11 | 75R R 1,15 D 0,57 12 18 24
12 | 50V \% D 0,86 6 12 12
13 | 50L L 3,43 D 0,86 4,2 15 4,2 15 8 30
14 | 25 LL L 16 D 1,72 1,4 1 1,4
15 | 25RR R 11 D 1,72 1,4 1 1,4
16 | Segment 20 and below it L35 \ D2 20 (&)
17 | Segment 10 and below it L 4,5 R 2,0 D 4 14 (1) 14 (1) 14 (1) 8 ()
18 | E,.. () 20 50 10 50 20 90 (¢ 35 80 (2)
Part B (bending modes): Table 1 Part A applies, however with the lines Nos. 1, 2, 7, 13 and 18 being replaced by those listed hereunder
1 | B5OL (¥ L 3,43 U 0,57 0,6 0,6 0,9
" 2 [ HV( 1 1
= 7 | Zone III (as specified by Table 3 of this annex) 1 1 1 1
= 13 | 50L L 3,43 D 0,86 2 2 4 4
18 | E,. () 12 50 6 50 12 90 (%) 24 80 ()

1) Max 18 Ix, if the system is designed to provide also a class W passing beam.

2) Requirements according to the provisions indicated in Table 4 below apply in addition.

%) Position requirements according to the provisions of Table 2 below (‘Segment E

max )

) The contribution of each side of the system, when measured according to the provisions of Annex 9 to this Regulation shall not be less than 0,1 Ix.

%) Position requirements as indicated in paragraph 6.2.6.2. of this Regulation.

7) One pair of position lamps, being incorporated with the system or being intended to be installed together with the system may be activated according to the indications of the applicant.
8) Requirements according to the provisions indicated in Table 6 below apply in addition.

()
©
0
*)
(%) Position requirements according to the provisions of Table 5 below.
©)
)
)

08¢/0Z 1
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Table 2

Passing beam elements angular position/extend, additional requirements

Angular position/extend in deg Class C passing beam Class V passing beam Class E passing beam Class W passing beam

No Beam part designation and requirement horizontal vertical horizontal vertical horizontal vertical horizontal vertical
2.1. | E.., shall not be positioned outside of the 0,5L 03D 0,3D 0,5L 01D 0,5L 03D

rectangle extending (above ‘segment E, ) 0 3R to 1,72 D to 1,72 D to 3R t0 1,72 D to 3R to 1,72 D
2.2. | the ‘cut-off and part(s) of shall:

— comply with the requirements of paragraph 1. of Annex 8 to this Regulation and be positioned with its ‘kink’ at V-V

and
— be positioned with its ‘flat horizontal part’ atV=0,57D not above 0,57 D not above 0,23 not above 0,23 D
not below 1,3 D D (Y not below 0,57 D
not below
0,57 D
(") Requirements according to the provisions indicated in Table 6 below apply in addition.
Table 3
Passing beam zones IlI, defining corner points
Angular Position in Deg Corner Point No 1 2 3 4 5 6 7 8
Zone Il a horizontal 8L 8L 8 R 8 R 6 R 1,5R V-V 4L
for class C or class V Passing Beam
& vertical 1uU 4U 4U 2U 15U 15U H-H H-H
Zone 1L b horizontal 8L 8L 8 R 8 R 6 R 1,5R 0,5L 4L
for class W or class E Passing Beam
8 vertical 1U 4U 4U 2U 1,50 1,50 034U 034U

£00T°¢°6
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Table 4

Additional provisions for class W passing beam, expressed in 1x@25m

4.1. | Definition and Requirements for Segments E, F1, F2, and F3 (not shown in Fig.1 above)

Not more than 0,2 Ix are allowed: a) on a segment E extending at U 10 deg from L 20 to R 20 deg and b) on three vertical segments F1, F2 and F3 at horizontal positions L10 deg, V and R 10 deg, each
extending from U 10 to U 60 deg.

4.2. | Alternative[Additional Set of Requirements for E
Table 1 Part A or B applies, however with the max requirements in lines No 16, 17 and 18 being replaced by those indicated hereunder

segment 20 and segment 10:

If, according to the applicants specification according to paragraph 2.2.2.(¢) of this Regulation a class W passing beam is designed to produce on segment 20 and below it not more than 10 Ix and on seg-
ment 10 and below it not more than 4 Ix, the design value for E,,,, of that beam shall not exceed 100 Ix

Table 5

Overhead sign requirements, angular position of measurement points

Point Designation

S50LL

S50

S50RR

ST00LL

S100

ST00RR

Angular Position in Deg

4U[8L

4UIVV

4U8R

2U/41L

2 UV-V

2U/4R

Table 6

Additional provisions for class E passing beam

Table 1 Part A or B and Table 2 above apply, however with the lines No 1 and 18 of Table 1 and item 2.2. of Table 2 being replaced as indicated hereunder

Item Designation Line 1 of Table 1 above, Part A or B Line 18 of Table 1 above, Part A or B Item 2.2. of Table 2 above
No Data Set EB50L in 1x@25m E. . in [x@25m cut-off flat part aimed in deg
max max not above
6.1. El 0,6 80 0,34 D
6.2. E2 0,5 70 0,45 D
6.3. E3 0,4 60 0,57 D

78¢/0L 1
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For information only: Passing beam photometric values of Table 1 above, expressed in candelas

£00T°¢°6

uorun) ueadoing oY) jo [euIno( [eRYIO

Position/deg Passing beam
Tabled requirements expressed in cd
horizontal vertical class C class V class E class W
No Element at/ffrom to at min max min max min max min max
1 | BSOL () L 3,43 U057 250 250 438 (%) 438
2 | HV @ v H 438 438
3 BR (%) R 2,5 Ul 125 1250 63 625 125 1250 125 1875
4 Segment BRR (%) R 8 R 20 u 0,57 2500 625 2500 3750
5 Segment BLL (%) L8 L 20 u 0,57 438 625 625 625
6 P L7 H 63 63
7 | Zone III (as specified by Table 3 of this annex) 438 438 625 625
8a | $50, S50LL, S50RR (%) U4 63 (1) 63 () 63 ()
< | 9a | 5100, SI00LL, S100RR () U2 125 () 125 () 125 ()
£ | 10 | 50R R 1,72 D 0,86 3750
11 75 R R 1,15 D 0,57 7 500 11 250 15 000
12 | 50V \% D 0,86 3750 3750 7 500 7 500
13 | 50L L 3,43 D 0,86 2625 9375 2625 9375 5000 5000 18 750
14 | 25LL L 16 D 1,72 875 625 875 2 500
15 25 RR R 11 D 1,72 875 625 875 2 500
16 | Segment 20 and below it L35 \% D2 12 500
17 | Segment 10 and below it L 45 R 20 D4 8750 (1) 8750 (1) 8750 (1) 5000 (2)
18 | E .k ) 12 500 31 250 6250 31 250 12500 | 56 250 () 21875 50 000 (%)
Part B (bending modes): Table 1 Part A applies, however with the lines No 1, 2, 7, 13 and 18 being replaced by those listed hereunder
1 B50L (%) L 3,43 U 0,57 375 375 563
" 2 | HV @ 625 625
£ 7 | Zone III (as specified by Table 3 of this annex) 625 625 625 625
= 13 | 50L L 3,43 D 0,86 1250 1250 2 500 2 500
18 | E .k (© 7 500 31 250 3750 31 250 7500 | 56250 (%) 15 000 50 000 (%)

Max 11 250 cd, if the system is designed to provide also a class W passing beam.

Requirements according to the provisions indicated in Table 4 below apply in addition.

Position requirements according to the provisions of Table 2 below (‘Segment E, ,.)).

The contribution of each side of the system, when measured according to the provisions of Annex 9 to this Regulation shall not be less than 63 cd.

Position requirements according to the provisions of Table 5 below.

Position requirements as indicated in paragraph 6.2.6.2. of this Regulation.

One pair of position lamps, being incorporated with the system or being intended to be installed together with the system may be activated according to the indications of the applicant.
Requirements according to the provisions indicated in Table 6 below apply in addition.

=S
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ANNEX 4

TESTS FOR STABILITY OF PHOTOMETRIC PERFORMANCE OF SYSTEMS IN OPERATION

TESTS ON COMPLETE SYSTEMS

Once the photometric values have been measured according to the prescriptions of this Regulation, in the point of E

max

for driving beam and in points HV, 50V and B50L (or R), whichever applies for passing beam, a complete system sample
shall be tested for stability of photometric performance in operation.

For the purpose of this annex:

@)

(b)

(©

‘complete system’ shall be understood to mean the complete right and left side of a system itself including electronic
light source control-gear(s) and/or supply and operating device(s) and those surrounding body parts and lamps which
could influence its thermal dissipation. Each installation unit of the system and lamp(s), if any, of the complete sys-
tem may be tested separately;

‘test sample’ in the following text means correspondingly either the ‘complete system’ or the installation unit under
test;

the expression Tlight source’ shall be understood to comprise also any single filament of a filament lamp.

The tests shall be carried out:

@)

(ii)

in a dry and still atmosphere at an ambient temperature of 23 °C 5 °C, the test sample being mounted on a base
representing the correct installation on the vehicle;

in case of replaceable light sources: using a mass production filament light source, which has been aged for at least
one hour, or a mass production gas-discharge light source, which has been aged for at least 15 hours.

The measuring equipment shall be equivalent to that used during system approval tests.

The system or part(s) of shall, prior to the subsequent tests, be set to the neutral state.

1.1.

1.1

)

®)

TEST FOR STABILITY OF PHOTOMETRIC PERFORMANCE

Clean test sample

Each test sample shall be operated for 12 hours as described in paragraph 1.1.1. and checked as prescribed in
paragraph 1.1.2.

1. Test procedure

.1.1. Test sequence

(a) in the case where a test sample is designed to provide only one lighting function (driving beam or passing
beam) and not more than one class in case of passing beam, the corresponding light source(s) is/are lit for
the time (') specified in paragraph 1.1. above;

(b) in the case where a test sample provides more than one function or class of passing beam according to this
Regulation: if the applicant declares that each specified function or class of passing beam of the test sample
has its own light source(s), being exclusively lit () at a time, the test shall be carried out in accordance with
this condition, activating (*) the most power consuming mode of each specified function or class of passing
beam successively for the same (equally divided) part of the time specified in paragraph 1.1.

When the ‘test sample’ is grouped andor reciprocally incorporated with signalling lamps, the latter shall be lit for the duration of the
test. In the case of a direction indicator lamp, it shall be lit in flashing operation mode with an on/off time ratio of approximately one
to one.

Should additional light sources be simultaneously lit when headlamp flashing is used, this shall not be considered as being normal use
of the light sources simultaneously.
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1.1.1.2.

1.1.2.1.

In all other cases (') (?), the test sample shall be subjected to the following cycle test for each, the mode(s)
of class C passing beam, the class V passing beam, the class E passing beam and the class W passing beam,
whatever is provided or partly provided by the test sample, for the same (equally divided) part of the time
specified in paragraph 1.1.:

15 minutes, first, e.g. class C passing beam mode lit with its most power-consuming mode for straight road
conditions;

5 minutes, same passing beam mode lit as before and, additionally, all light sources (*) of the test sample,
which are possible to be lit at the same time, according to the applicants declaration;

after having reached the said (equally divided) part of the time specified in paragraph 1.1., the above cycle
test shall be performed with the second, third and fourth class of passing beam, if applicable, in the above
order.

In the case where a test sample includes other grouped lighting function(s), all the individual functions shall
be lit simultaneously for the time specified in (a) or (b) above for individual lighting functions, according to
the manufacturer’s specifications.

In the case of a test sample designed to provide a passing beam bending mode with an additional light
source being energized, said light source shall simultaneously be switched on for 1 minute, and switched
off for 9 minutes during the activation of the passing beam only, specified in (a) or (b) above.

Test voltage

(@)

In case of replaceable filament light source(s) operated directly under vehicle voltage system conditions:

The voltage shall be adjusted so as to supply 90 per cent of the maximum wattage specified in Regulation
No 37 for the filament light source(s) used. The applied wattage shall in all cases comply with the corre-
sponding value of a filament light source of 12 V rated voltage, except if the applicant specifies that the test
sample may be used at a different voltage. In this case, the test shall be carried out with the filament light
source whose wattage is the highest that can be used.

In case of replaceable gas discharge light source(s): The test voltage for the electronic light source control-
gear is 13,5 £ 0,1 volts for 12 V vehicle voltage system, or otherwise specified in the application for approval.

In the case of non-replaceable light source operated directly under vehicle voltage system conditions: All
measurements on lighting units equipped with non-replaceable light sources (filament light sources andfor
others) shall be made at 6,75V, 13,5V or 28,0V or at other voltages according to the vehicle voltage
system as specified by the applicant respectively.

In the case of light sources, replaceable or non-replaceable, being operated independently from vehicle sup-
ply voltage and fully controlled by the system, or, in the case of light sources supplied by a supply and
operating device, the test voltages as specified above shall be applied to the input terminals of that device. The
test laboratory may require from the manufacturer the supply and operating device or a special power sup-
ply needed to supply the light sources).

Test results

Visual inspection

Once the test sample has been stabilized to the ambient temperature, the test sample lens and the external lens,
if any, shall be cleaned with a clean, damp cotton cloth. It shall then be inspected visually; no distortion, defor-
mation, cracking or change in colour of either the test sample lens or the external lens, if any, shall be noticeable.

(") When the ‘test sample’ is grouped and/or reciprocally incorporated with signalling lamps, the latter shall be lit for the duration of the

test. In the case of a direction indicator lamp, it shall be lit in flashing operation mode with an on/off time ratio of approximately one
to one.
(?) Should additional light sources be simultaneously lit when headlamp flashing is used, this shall not be considered as being normal use
of the light sources simultaneously.
(%) All light sources of lighting functions even if no approval is sought according to this Regulation must be taken into account, except
those covered by footnote 2.
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1.1.2.2.

1.2.

1.2.1.

1.2.1.

1.2.1.1.

1.2.1.2.

Photometric test

To comply with the requirements of this Regulation, the photometric values shall be verified in the following
points:

Class C passing beam, and each specified other passing beam class: 50V, B50L (or R), and HV, if applicable.
Driving beam, under neutral state conditions: point of E_,..

Another aiming may be carried out to allow for any deformation of the test sample base due to heat (the change
of the position of the cut-off line is covered in paragraph 2. of this annex).

A 10 per cent discrepancy between the photometric characteristics and the values measured prior to the test is
permissible including the tolerances of the photometric procedure.

Dirty test sample

After being tested as specified in paragraph 1.1. above, the test sample shall be operated for one hour as described
in paragraph 1.1.1. for each function or class of passing beam ('), after being prepared as prescribed in para-
graph 1.2.1., and checked as prescribed in paragraph 1.1.2.; after each test a sufficient cooling down period
must be assured.

Preparation of the test sample

Test mixture

For a system or parts thereof with the outside lens in glass: A mixture of water and polluting agent to be applied
to the test sample shall be composed of:

9 parts by weight of silica sand with a particle size of 0-100 pm corresponding to distribution prescribed in
paragraph 2.1.3,,

1 part by weight of vegetable carbon dust (beechwood) with a particle size of 0-100 pm,
0,2 parts by weight of NaCMC (2),

and

an appropriate quantity of distilled water with a conductivity of less than 1 mS/m.

For a system or parts thereof with the outside lens in plastic material: The mixture of water and polluting agent
to be applied to the test sample shall be composed of:

9 parts by weight of silica sand with a particle size of 0-100 pm corresponding to distribution prescribed in
paragraph 2.1.3,,

1 part by weight of vegetable carbon dust (beechwood) with a particle size of 0-100 pm,
0,2 parts by weight of NaCMC (?),

5 parts by weight of sodium chloride (pure at 99 per cent),

13 parts by weight of distilled water with a conductivity of less than 1 mS/m,

and

2 + 1 parts by weight of surface-actant.

(1) The class W passing beam, if any, is disregarded for lighting units providing or contributing to any other passing beam class or lighting
function.

() NaCMC represents the sodium salt of carboxymethylcellulose, customarily referred to as CMC. The NaCMC used in the dirt mixture
shall have a degree of substitution (DS) of 0,6-0,7 and a viscosity of 200-300 cP for a 2 per cent solution at 20 °C.
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1.2.1.3. Particle-size distribution

Particle size (in mm) Particle-size distribution in (%)
0to5 12+£2
5to 10 12+£3
10 to 20 143
20 to 40 23 +3
40 to 80 303
80 to 100 9+3

1.2.1.4. The mixture must not be more than 14 days old.

1.2.1.5. Application of the test mixture to the test sample:

2.1.

The test mixture shall be uniformly applied to the entire light- emitting surface(s) of the test sample and then left
to dry. This procedure shall be repeated until the illuminating value has dropped to 15-20 per cent of the values
measured for each following point under the conditions described in this annex:

point E, .. in driving beam, under neutral state conditions,

50V for a class C passing beam, and each specified passing beam mode.

TEST FOR CHANGE IN VERTICAL POSITION OF THE ‘CUT-OFF LINE UNDER THE INFLUENCE OF HEAT

This test consists of verifying that the vertical drift of the cut-off line under the influence of heat does not exceed
a specified value for a system or part(s) of emitting a class C (basic) passing beam, or each specified passing beam
mode.

If the test sample consists of more than one lighting unit or more than one assembly of lighting units which
provide a cut-off, each of these is understood to be a test sample for the purpose of this test and must be tested
separately.

The test sample tested in accordance with paragraph 1. shall be subjected to the test described in paragraph 2.1.,
without being removed from or readjusted in relation to its test fixture.

If the test sample has a moving optical part, only the position closest to the average vertical angular stroke and/or
the initial position according to the neutral state is chosen for this test.

The test is confined to signal input conditions corresponding to a straight road, only.

Test

For the purpose of this test, the voltage shall be adjusted as specified in paragraph 1.1.1.2.

The test sample shall be operated and tested on class C passing beam, class V passing beam, class E passing beam
and class W passing beam, whatever applies.

The position of the cut-off line in its horizontal part between VV and the vertical line passing through point B50L
(or R) shall be verified 3 minutes (r3) and 60 minutes (r60) respectively after operation.

The measurement of the variation in the cut-off line position as described above shall be carried out by any
method giving acceptable accuracy and reproducible results.
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2.2. Test results

2.2.1.  The result expressed in milliradians (mrad) shall be considered as acceptable for a passing beam test sample, when
the absolute value Ar = |r3 - r60| recorded on the test sample is not more than 1,0 mrad (A r; < 1,0 mrad).

2.2.2.  However, if this value is more than 1,0 mrad but not more than 1,5 mrad (1,0 mrad < A r; < 1,5 mrad), a second
test sample shall be tested as described in paragraph 2.1. after being subjected three consecutive times to the
cycle as described below, in order to stabilize the position of mechanical parts of the test sample on a base
representative of the correct installation on the vehicle:

Operation of the passing beam for one hour, (the voltage shall be adjusted as specified in paragraph 1.1.1.2.);
Period of rest for one hour.

The system or part thereof shall be considered as acceptable if the mean value of the absolute values A r; mea-
sured on the first test sample and A r;; measured on the second test sample is not more than 1,0 mrad.

ArI + ArH
—— < 1,0 mrad
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ANNEX 5

MINIMUM REQUIREMENTS FOR CONFORMITY OF PRODUCTION CONTROL PROCEDURES

1. GENERAL

1.1. The conformity requirements shall be considered satisfied from a mechanical and a geometrical standpoint, if
the differences do not exceed inevitable manufacturing deviations within the requirements of this Regulation. This
condition also applies to colour.

1.2. With respect to photometric performances, the conformity of mass- produced systems shall not be contested if,
when testing photometric performances of any system chosen at random and equipped with a light source
energized, and if applicable corrected, as prescribed in paragraphs 1. and 2. of Annex 9 to this Regulation:

1.2.1.  no value measured and corrected according to the prescriptions of paragraph 2. of Annex 9 to this Regulation
deviates unfavourably by more than 20 per cent from the value prescribed in this Regulation;

1.2.1.1. For the following values of the passing beam and its modes, the maximum unfavourable deviation may be
respectively:

maximum values at point BSOL 0,2 Ix equivalent 20 per cent and 0,3 Ix equivalent 30 per cent;

maximum values at zone III, HV and segment BLL: 0,3 Ix equivalent 20 per cent and 0,45 Ix equivalent 30 per
cent;

maximum values at segments E, F1, F2 and F3: 0,2 Ix equivalent 20 per cent and 0,3 Ix equivalent 30 per cent;

minimum values at BR, P, S 50, S 50LL, S 50RR, S 100, S 100LL, S 100RR, and those required by footnote 4 of
Table 1 in Annex 3 of this Regulation (B50L, HV, BR, BRR, BLL): half of the required value equivalent 20 per
cent and three quarter of the required value equivalent 30 per cent;

1.2.1.2. for the driving beam, HV being situated within the isolux 0,75 E_ ., a tolerance of + 20 per cent for maximum
values and — 20 per cent for minimum values is observed for the photometric values at any measuring point
specified in paragraph 6.3.2. of this Regulation.

1.2.2.  If the results of the test described above do not meet the requirements, the alignment of the system may be
changed, provided that the axis of the beam is not displaced laterally by more than 0,5 deg to the right or left
and not by more than 0,2 deg up and down, each independently and with respect to the first aiming.

These provisions do not apply to lighting units as indicated under paragraph 6.3.1.1. of this Regulation.

1.2.3.  If the results of the tests described above do not meet the requirements, tests shall be repeated using another
standard (étalon) light source and/or another supply and operating device.

1.3. With respect to the verification of the change in vertical position of the ‘cut-off’ line for passing beam under the
influence of heat, the following procedure shall be applied:

One of the sampled systems shall be tested according to the procedure described in paragraph 2.1. of Annex 4
after being subjected three consecutive times to the cycle described in paragraph 2.2.2. of Annex 4.

The system shall be considered as acceptable if Ar does not exceed 1,5 mrad.

If this value exceeds 1,5 mrad but is not more than 2,0 mrad, a second sample shall be subjected to the test after
which the mean of the absolute values recorded on both samples shall not exceed 1,5 mrad.
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1.4.

2.1.

2.2.

2.2.1.

2.2.2.

2.2.3.

2.2.4.

2.3.

2.4.

The chromaticity co-ordinates as defined in paragraph 7. of this Regulation shall be conformed to.

MINIMUM REQUIREMENTS FOR VERIFICATION OF CONFORMITY BY THE MANUFACTURER

For each type of system the holder of the approval mark shall carry out at least the following tests, at appropri-
ate intervals. The tests shall be carried out in accordance with the provision of this Regulation.

If any sampling shows non-conformity with regard to the type of test concerned, further samples shall be taken
and tested. The manufacturer shall take steps to ensure the conformity of the production concerned.

Nature of tests

Tests of conformity in this Regulation shall cover the photometric characteristics and the verification of the
change in vertical position of the cut-off line for passing beam under the influence of heat.

Methods used in tests

Tests shall generally be carried out in accordance with the methods set out in this Regulation.

In any test of conformity carried out by the manufacturer, equivalent methods may be used with the consent of
the competent authority responsible for approval tests. The manufacturer is responsible for proving that the
applied methods are equivalent to those laid down in this Regulation.

The application of paragraphs 2.2.1. and 2.2.2. requires regular calibration of test apparatus and its correlation
with measurement made by a competent authority.

In all cases the reference methods shall be those of this Regulation, particular for the purpose of administrative
verification and sampling.

Nature of sampling

Samples of systems shall be selected at random from the production of a uniform batch. A uniform batch means
a set of systems of the same type, defined according to the production methods of the manufacturer.

The assessment shall, in general, cover series production from individual factories. However, a manufacturer may
group together records concerning the same type from several factories provided these operate under the same
quality system and quality management.

Measured and recorded photometric characteristics

The sampled headlamps shall be subjected to photometric measurements at the points provided for in the Regu-
lation, the reading being limited:

to points E, .., HV (), ‘HL" and ‘HR’ (?) in the case of a driving beam,

‘max’

to points B50L, HV if applicable, 50V, 75R if applicable, and 25LL in the case of the passing beam(s) (see Figure 1
in Annex 3).

(") When the driving beam is reciprocally incorporated with the passing beam, HV in the case of the driving beam shall be the same
measuring point as in the case of the passing beam.
() ‘HL’ and ‘HR’: points on ‘H-H’ located at 2,6 deg to the left and to the right of point HV respectively.
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2.5. Criteria governing acceptability

The manufacturer is responsible for carrying out a statistical study of the test results and for defining, in agree-
ment with the competent authority, criteria governing acceptability of his products in order to meet the specifi-
cation laid down for verification of conformity of products in paragraph 9.1. of this Regulation.

The criteria governing acceptability shall be such that, with a confidence level of 95 per cent, the minimum
probability of passing a spot check in accordance with Annex 7 (first sampling) would be 0,95.
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ANNEX 6

REQUIREMENTS FOR SYSTEMS INCORPORATING LENSES OF PLASTIC MATERIAL: TESTING OF LENS OR

1.1.

1.2

1.3.

1.4.

1.5.

2.1.

2.1.2.1.

MATERIAL SAMPLES AND COMPLETE SYSTEMS OR PART(S) OF SYSTEMS

GENERAL SPECIFICATIONS

The samples supplied pursuant to paragraph 2.2.4. of this Regulation shall satisfy the specifications indicated in
paragraphs 2.1. to 2.5. below.

The two samples of complete systems or part thereof supplied pursuant to paragraph 2.2.3. of this Regulation
and incorporating lenses of plastic material shall, with regard to the lens material, satisfy the specifications indi-
cated in paragraph 2.6. below.

The samples of lenses of plastic material or samples of material shall be subjected, with the reflector to which
they are intended to be fitted (where applicable), to approval tests in the chronological order indicated in Table A
reproduced in Appendix 1 to this annex.

However, if the system manufacturer can prove that the product has already passed the tests prescribed in para-
graphs 2.1. to 2.5. below, or the equivalent tests pursuant to another Regulation, those tests need not be repeated;
only the tests prescribed in Appendix 1, Table B, shall be mandatory.

If the system or part thereof is designed for right-hand installation only, or for left-hand installation only, tests
pursuant to this annex may be done on one sample only, at the choice of the applicant.

TESTS

Resistance to temperature changes

Tests

Three new samples (lenses) shall be subjected to five cycles of temperature and humidity (RH = relative humid-
ity) change in accordance with the following programme:

3 hours at 40 °C £ 2 °C and 85-95 per cent RH;

1 hour at 23 °C £ 5 °C and 60-75 per cent RH;

15 hours at — 30 °C £ 2 °C;

1 hour at 23 °C + 5 °C and 60-75 per cent RH;

3 hours at 80 °C = 2 °C;

1 hour at 23 °C + 5°C and 60-75 per cent RH;

Before this test, the samples shall be kept at 23 °C + 5 °C and 60-75 per cent RH for at least four hours.

Note: The periods of one hour at 23 °C 5 °C shall include the periods of transition from one temperature to
another which are needed in order to avoid thermal shock effects.

Photometric measurements
Method

Photometric measurements shall be carried out on the samples before and after the test.
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2.1.2.2.

2.2.

2.2.1.

2.2.2.

2.2.2.1.

2.2.2.2.

2.2.2.3.

These measurements shall be made according to Annex 9 to this Regulation, at the following points:
B50L and 50V for the class C passing beam lighting;

E,ox for the driving beam of a system.

Results

The variation between the photometric values measured on each sample before and after the test shall not exceed
10 per cent including the tolerances of the photometric procedure.

Resistance to atmospheric and chemical agents

Resistance to atmospheric agents

Three new samples (lenses or samples of material) shall be exposed to radiation from a source having a spectral
energy distribution similar to that of a black body at a temperature between 5 500 K and 6 000 K. Appropriate
filters shall be placed between the source and the samples so as to reduce as far as possible radiation with wave
lengths smaller than 295 nm and greater than 2 500 nm. The samples shall be exposed to an energetic illumina-
tion of 1200 W/m? + 200 W/m? for a period such that the luminous energy that they receive is equal to
4500 MJ/m? + 200 MJ/m?. Within the enclosure, the temperature measured on the black panel placed on a
level with the samples shall be 50 °C + 5 °C. In order to ensure a regular exposure, the samples shall revolve

around the source of radiation at a speed between 1 and 5 min™".

The samples shall be sprayed with distilled water of conductivity lower than 1 mS/m at a temperature of
23 °C £ 5 °C, in accordance with the following cycle:

spraying: 5 minutes; drying: 25 minutes.

Resistance to chemical agents

After the test described in paragraph 2.2.1. above and the measurement described in paragraph 2.2.3.1. below
have been carried out, the outer face of the said three samples shall be treated as described in paragraph 2.2.2.2.
with the mixture defined in paragraph 2.2.2.1. below.

Test mixture

The test mixture shall be composed of 61,5 per cent n-heptane, 12,5 per cent toluene, 7,5 per cent ethyl tetra-
chloride, 12,5 per cent trichloroethylene and 6 per cent xylene (volume per cent).

Application of the test mixture

Soak a piece of cotton cloth (as per ISO 105) until saturation with the mixture defined in paragraph 2.2.2.1.
above and, within 10 seconds, apply it for 10 minutes to the outer face of the sample at a pressure of 50 Njem?,
corresponding to an effort of 100 N applied on a test surface of 14 x 14 mm.

During this 10-minute period, the cloth pad shall be soaked again with the mixture so that the composition of
the liquid applied is continuously identical with that of the test mixture prescribed.

During the period of application, it is permissible to compensate the pressure applied to the sample in order to
prevent it from causing cracks.

Cleaning

At the end of the application of the test mixture, the samples shall be dried in the open air and then washed with
the solution described in paragraph 2.3. (Resistance to detergents) at 23 °C £ 5 °C. Afterwards the samples shall
be carefully rinsed with distilled water containing not more than 0,2 per cent impurities at 23 °C + 5 °C and
then wiped off with a soft cloth.
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2.2.3.

2.2.3.1.

2.2.3.2.

2.2.4.

2.3.

2.4.

2.4.1.

Results

After the test of resistance to atmospheric agents, the outer face of the samples shall be free from cracks, scratches,
chipping and deformation, and the mean variation in transmission At = (T, — T;) | T, measured on the three
samples according to the procedure described in Appendix 2 to this annex shall not exceed 0,020 (At,, < 0,020).

After the test of resistance to chemical agents, the samples shall not bear any traces of chemical staining likely to
cause a variation of flux diffusion, whose mean variation Ad = (T; — T,) | T, measured on the three samples
according to the procedure described in Appendix 2 to this annex shall not exceed 0,020 (Ad,,, < 0,020).

Resistance to light source radiation

If necessary the following test shall be done:

Flat samples of each light transmitting plastic component of the system are exposed to the light of the light
source. The parameters such as angles and distances of those samples shall be the same as in the system. These
samples shall have the same colour and surface treatment, if any, as the parts of the system.

After 1 500 hours of continuous exposure, the colorimetric specification of the transmitted light must be met
with a new light source, and the surface of the samples shall be free of cracks, scratches, scaling or deformation.

The UV-resistance testing of internal materials to light source radiation is not necessary if light sources according
to Regulation No 37 and/or low-UV-type gas discharge light sources are being applied or if provisions are taken,
to shield the relevant system components from UV radiation, e.g. by glass filters.

Resistance to detergents and hydrocarbons

Resistance to detergents

The outer face of three samples (lenses or samples of material) shall be heated to 50 °C + 5 °C and then immersed
for five minutes in a mixture maintained at 23 °C £ 5 °C and composed of 99 parts distilled water containing
not more than 0,02 per cent impurities and one part alkylaryl sulphonate.

At the end of the test, the samples shall be dried at 50 °C + 5 °C. The surface of the samples shall be cleaned
with a moist cloth.

Resistance to hydrocarbons

The outer face of these three samples shall then be lightly rubbed for one minute with a cotton cloth soaked in a
mixture composed of 70 per cent n-heptane and 30 per cent toluene (volume per cent), and shall then be dried
in the open air.

Results

After the above two tests have been performed successively, the mean value of the variation in transmission
At = (T, — T;) | T, measured on the three samples according to the procedure described in Appendix 2 to this
annex shall not exceed 0,010 (At,, < 0,010).

Resistance to mechanical deterioration

Mechanical deterioration method

The outer face of the three new samples (lenses) shall be subjected to the uniform mechanical deterioration test
by the method described in Appendix 3 to this annex.
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2.4.2.

2.5.

2.6.

2.6.1.1.

2.6.1.2.

Results

After this test, the variations:

in transmission: At = (T, = T5) | T,

and in diffusion: Ad = (T5 - T,) [ T,

shall be measured according to the procedure described in Appendix 2 in the area specified in para-
graph 2.2.4.1.1. of this Regulation. The mean value of the three samples shall be such that:

At,, < 0,100; Ad,, < 0,050.

Test of adherence of coatings, if any

Preparation of the sample

A surface of 20 mm x 20 mm in area of the coating of a lens shall be cut with a razor blade or a needle into a
grid of squares approximately 2 mm x 2 mm. The pressure on the blade or needle shall be sufficient to cut at
least the coating.

Description of the test

Use an adhesive tape with a force adhesion of 2 N/(cm of width) * 20 per cent measured under the standardized
conditions specified in Appendix 4 to this annex. This adhesive tape, which shall be at least 25 mm wide, shall
be pressed for at least five minutes to the surface prepared as prescribed in paragraph 2.5.1.

Then the end of the adhesive tape shall be loaded in such a way that the force of adhesion to the surface consid-
ered is balanced by a force perpendicular to that surface. At this stage, the tape shall be torn off at a constant
speed of 1,5 m/[s £ 0,2 m/s.

Results

There shall be no appreciable impairment of the griddled area. Impairments at the intersections between squares
or at the edges of the cuts shall be permitted, provided that the impaired area does not exceed 15 per cent of the
griddled surface.

Tests of the complete system incorporating a lens of plastic material

Resistance to mechanical deterioration of the lens surface

Tests

The lens of system sample No 1 shall be subjected to the test described in paragraph 2.4.1. above.

Results

After the test, the results of photometric measurements carried out on the system or part thereof in accordance
with this Regulation shall not exceed by more than 30 per cent the maximum values prescribed at points B50L
and HV and not be more than 10 per cent below the minimum values prescribed at point 75R, if applicable.

Test of adherence of coatings, if any

The lens of installation unit sample No 2 shall be subjected to the test described in paragraph 2.5. above.
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3.1.2.

3.2.

VERIFICATION OF THE CONFORMITY OF PRODUCTION

With regard to the materials used for the manufacture of lenses, the installation units of a series shall be recognized
as complying with this Regulation if:

After the test for resistance to chemical agents and the test for resistance to detergents and hydrocarbons, the
outer face of the samples exhibits no cracks, chipping or deformation visible to the naked eye (see para-
graphs 2.2.2,, 2.3.1. and 2.3.2));

After the test described in paragraph 2.6.1.1., the photometric values at the points of measurement considered
in paragraph 2.6.1.2. are within the limits prescribed for conformity of production by this Regulation.

If the test results fail to satisfy the requirements, the tests shall be repeated on another sample of systems selected
at random.
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A. Tests on plastic materials (lenses or samples of material supplied pursuant to paragraph 2.2.4. of this Regulation)

B.

ANNEX 6

Appendix 1

CHRONOLOGICAL ORDER OF APPROVAL TESTS

Samples Lenses or samples of material Lenses
Tests 1 2 3 4 5 6 7 8 9 |10 |11 |12 |13 14
1.1. | Limited photometry (para. 2.1.2.)
1.1.1.| Temperature change (para. 2.1.1.)
1.2. | Limited photometry (para. 2.1.2.)
1.2.1.| Transmission measurement X| X | X |X|X|X
1.2.2.| Diffusion measurement X| X | X
1.3. | Atmospheric agents (para. 2.2.1.) X X | X
1.3.1.| Transmission measurement X| X [ X
1.4. | Chemical agents (para. 2.2.2.) X| X | X
1.4.1.| Diffusion measurement X| X |X
1.5. | Detergents (para. 2.3.1.)
1.6. | Hydrocarbons (para. 2.3.2.)
1.6.1.| Transmission measurement
1.7. | Deterioration (para. 2.4.1.)
1.7.1.| Transmission measurement
1.7.2.| Diffusion measurement
1.8. | Adherence (para. 2.5.) X

1.9. | Resistance to light source radiation
(para. 2.2.4.)

Tests on complete systems or part(s) thereof (supplied pursuant to paragraph 2.2.3. of this Regulation).

Complete Systems

Tests Sample No
1 2
2.1. Deterioration (para. 2.6.1.1.)
2.2. | Photometry (para. 2.6.1.2.)
2.3. Adherence (para. 2.6.2.) X
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ANNEX 6
Appendix 2

METHOD OF MEASUREMENT OF THE DIFFUSION AND TRANSMISSION OF LIGHT

1. EQUIPMENT (see Figure 1 below)

The beam of a collimator K with a half divergence B/2 = 17,4 x 107* rad is limited by a diaphragm D, with an open-
ing of 6 mm against which the sample stand is placed.

A convergent achromatic lens L,, corrected for spherical aberrations links the diaphragm D, with the receiver R; the
diameter of the lens L, shall be such that it does not diaphragm the light diffused by the sample in a cone with a half
top angle of /2 = 14 deg.

An annular diaphragm Dy, with angles a,/2 = 1 deg and a,,,. /2 = 12 deg is placed in an image focal plane of the

max/
lens L,.

The non-transparent central part of the diaphragm is necessary in order to eliminate the light arriving directly from
the light source. It shall be possible to remove the central part of the diaphragm from the light beam in such a manner
that it returns exactly to its original position.

The distance L, D, and the focal length F, of the lens L, shall be so chosen that the image of D, completely covers the
receiver R.

For L, it is recommended to use a focal distance of about 80 mm.

When the initial incident flux is referred to 1 the absolute precision of each reading shall be better than 0,001.

/ 7]
/] } |
/ : /1
/] / :
/ /]
/ /]
; /]
< N/ :

/ T l(r ‘‘‘‘‘‘‘‘‘‘‘‘ |
/| \ /
/ Y : P
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R F, " |

| i . | I

Figure 1: Optical set up for measurement of variations in diffusion and transmission
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2. MEASUREMENTS

The following readings shall be taken:

Reading With sample With central part of D, Quantity represented

T, No No Incident flux in initial reading

T Yes No Flux transmitted by the new material in
2 (before test) a field of 24 deg

T Yes No Flux transmitted by the tested material
3 (before test) in a field of 24 deg

T Yes Yes Flux diffused by the new material
4 (before test)

T Yes Yes Flux diffused by the tested material
> (before test)
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1.1.

1.2.

ANNEX 6
Appendix 3

SPRAY TESTING METHOD

TEST EQUIPMENT

Spray gun

The spray gun used shall be equipped with a nozzle 1,3 mm in diameter allowing a liquid flow rate of
0,24 £ 0,02 l/minute at an operating pressure of 6,0 bars — 0/+ 0,5 bar.

Under these operation conditions the fan pattern obtained shall be 170 mm # 50 mm in diameter on the surface
exposed to deterioration, at a distance of 380 mm * 10 mm from the nozzle.

Test mixture
The test mixture shall be composed of:

Silica sand of hardness 7 on the Mohr scale, with a grain size between 0 and 0,2 mm and an almost normal distri-
bution, with an angular factor of 1,8 to 2;

Water of hardness not exceeding 205 g/m? for a mixture comprising 25 g of sand per litre of water.

TEST

The outer surface of the lamp lenses shall be subjected once or more than once to the action of the sand jet pro-
duced as described above. The jet shall be sprayed almost perpendicular to the surface to be tested.

The deterioration shall be checked by means of one or more samples of glass placed as a reference near the lenses to
be tested. The mixture shall be sprayed until the variation in the diffusion of light on the sample or samples mea-
sured by the method described in Appendix 2, is such that: Ad = (T; - T,) | T, = 0,0250 £ 0,0025.

Several reference samples may be used to check that the whole surface to be tested has deteriorated homogeneously.
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ANNEX 6
Appendix 4

ADHESIVE TAPE ADHERENCE TEST

1. PURPOSE

This method allows to determine under standard conditions the linear force of adhesion of an adhesive tape to a glass
plate.

2. PRINCIPLE

Measurement of the force necessary to unstick an adhesive tape from a glass plate at an angle of 90 deg.

3. SPECIFIED ATMOSPHERIC CONDITIONS

The ambient conditions shall be at 23 °C £ 5 °C and 65 % 15 per cent relative humidity.

4. TEST PIECES

Before the test, the sample roll of adhesive tape shall be conditioned for 24 hours in the specified atmosphere (see
paragraph 3. above).

Five test pieces each 400 mm long shall be tested from each roll. These test pieces shall be taken from the roll after the
first three turns were discarded.

5. PROCEDURE
The test shall be under the ambient conditions specified in paragraph 3.

Take the five test pieces while unrolling the tape radially at a speed of approximately 300 mm/s, then apply them
within 15 seconds in the following manner:

Apply the tape to the glass plate progressively with a slight length- wise rubbing movement of the finger, without
excessive pressure, in such a manner as to leave no air bubble between the tape and the glass plate.

Leave the assembly in the specified atmospheric conditions for 10 minutes.
Unstick about 25 mm of the test piece from the plate in a plane perpendicular to the axis of the test piece.

Fix the plate and fold back the free end of the tape at 90 deg. Apply force in such a manner that the separation line
between the tape and the plate is perpendicular to this force and perpendicular to the plate.

Pull to unstick at a speed of 300 mm/s + 30 mm/s and record the force required.

6. RESULTS

The five values obtained shall be arranged in order and the median value taken as a result of the measurement. This
value shall be expressed in Newton per centimetre of width of the tape.
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ANNEX 7

MINIMUM REQUIREMENTS FOR SAMPLING BY AN INSPECTOR

1. GENERAL

1.1. The conformity requirements shall be considered satisfied from a mechanical and a geometrical standpoint, if
the differences do not exceed inevitable manufacturing deviations within the requirements of this Regulation. This
condition also applies to colour.

1.2 With respect to photometric performances, the conformity of mass- produced systems shall not be contested if,
when testing photometric performances of any system chosen at random and equipped with a light source
energized, and if applicable corrected, as prescribed in paragraphs 1. and 2. of Annex 9 to this Regulation.

1.2.1. No value deviates unfavourably by more than 20 per cent from the value prescribed in this Regulation;

1.2.1.1. For the following values of the passing beam and its modes, the maximum unfavourable deviation may be
respectively:

— maximum values at point B50L 0,2 Ix equivalent 20 per cent and 0,3 Ix equivalent 30 per cent;

— maximum values at zone III, HV and segment BLL: 0,3 Ix equivalent 20 per cent and 0,45 Ix equivalent 30
per cent;

— maximum values at segments E, F1, F2 and F3: 0,2 Ix equivalent 20 per cent and 0,3 Ix equivalent 30 per
cent;

— minimum values at BR, P, S50, S50LL, S50RR, $100, S100LL, SI00RR, and those required by footnote 4
of Table 1 in Annex 3 of this Regulation (B50L, HV, BR, BRR, BLL): half of the required value is equivalent
to 20 per cent and three quarters of the required value equivalent to 30 per cent;

1.2.1.2. for the driving beam, HV being situated within the isolux 0,75 E_,,,, a tolerance of + 20 per cent for maximum
values and — 20 per cent for minimum values is observed for the photometric values at any measuring point
specified in paragraph 6.3.2. of this Regulation.

1.2.2.  If the results of the test described above do not meet the requirements, the alignment of the system may be
changed, provided that the axis of the beam is not displaced laterally by more than 0,5 deg to the right or left
and not by more than 0,2 deg up and down. These provisions do not apply to lighting units as indicated under
paragraph 6.3.1.1. of this Regulation.

1.2.3.  If the results of the tests described above do not meet the requirements, tests shall be repeated using another
standard (étalon) light source and/or another supply and operating device.

1.2.4.  Systems with apparent defects are disregarded.

1.2.5.  The reference mark is disregarded.

2. FIRST SAMPLING

In the first sampling four systems are selected at random. The first sample of two is marked A, the second sample
of two is marked B.
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2.1.

2.1.1.1.

2.1.1.2.

2.2.

2.2.1.

2.2.1.1.

2.2.1.2

2.2.2.

2.3.

The conformity is not contested

Following the sampling procedure shown in Figure 1 of this annex the conformity of mass-produced systems shall
not be contested if the deviations of the measured values of the systems in the unfavourable directions are:

Sample A

Al: one system 0 per cent
one system not more than 20 per cent

A2:  both systems more than 0 per cent

but not more than 20 per cent

go to sample B

Sample B

Bl:  both systems 0 per cent

or if the conditions of paragraph 1.2.2. for sample A are fulfilled.

The conformity is contested

Following the sampling procedure shown in Figure 1 of this annex the conformity of mass-produced systems shall
be contested and the manufacturer requested to make his production meet the requirements (alignment) if the
deviations of the measured values of the systems are:

Sample A
A3: one system not more than 20 per cent
one system more than 20 per cent
but not more than 30 per cent
Sample B
B2: in the case of A2
one system more than 0 per cent
but not more than 20 per cent
one system not more than 20 per cent
B3: in the case of A2
one system 0 per cent
one system more than 20 per cent
but not more than 30 per cent

or if the conditions of paragraph 1.2.2. for sample A are not fulfilled.

Approval withdrawn

Conformity shall be contested and paragraph 10. applied if, following the sampling procedure shown in Figure 1
of this annex, the deviations of the measured values of the systems are:



L 70/404 Official Journal of the European Union

9.3.2007

2.3.1.

3.1.

3.1.1.1.

3.1.1.2.

Sample A

A4: one system not more than
one system more than

A5: Both systems more than

Sample B

B4: in the case of A2
one system more than
but not more than

one system more than

B5: in the case of A2

both systems more than

Bé6: in the case of A2
one system

one system more than

or if the conditions of paragraph 1.2.2. for samples A and B are not fulfilled.

REPEATED SAMPLING

20 per cent

30 per cent

20 per cent

0 per cent
20 per cent

20 per cent

20 per cent

0 per cent

30 per cent

In the case of A3, B2, B3 a repeated sampling, third sample C of two systems, selected from stock manufactured

after alignment, is necessary within two months’ time after the notification.

The conformity is not contested

Following the sampling procedure shown in Figure 1 of this annex the conformity of mass-produced shall not be

contested if the deviations of the measured values of the are:

Sample C
Cl: one system

one system not more than
C2:  both systems more than

but not more than

go to sample D
Sample D
D1:  in the case of C2

both systems

or if the conditions of paragraph 1.2.2. for sample C are fulfilled.

0 per cent

20 per cent

0 per cent

20 per cent

0 per cent
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3.2

3.2.1.

3.2.1.1.

3.2.1.2.

3.3.

The conformity is contested

Following the sampling procedure shown in Figure 1 of this annex the conformity of mass-produced systems shall
be contested and the manufacturer requested to make his production meet the requirements (alignment) if the
deviations of the measured values of the systems are:

Sample D

D2: in the case of C2

one system more than 0 per cent
but not more than 20 per cent
one system not more than 20 per cent

or if the conditions of paragraph 1.2.2 for sample C are not fulfilled.

Approval withdrawn

Conformity shall be contested and paragraph 10. applied if, following the sampling procedure shown in Figure 1
of this annex, the deviations of the measured values of the systems are:

Sample C

C3: one system not more than 20 per cent
one system more than 20 per cent

C4: both systems more than 20 per cent

Sample D

D3: in the case of C2

one system 0 per cent
or more than 0 per cent
one system more than 20 per cent

or if the conditions of paragraph 1.2.2. for samples C and D are not fulfilled.

CHANGE OF THE VERTICAL POSITION OF THE CUT-OFF LINE FOR PASSING BEAM

With respect to the verification of the change in vertical position of the cut-off line for passing beam under the
influence of heat, the following procedure shall be applied:

One of the systems of sample A after sampling procedure in Figure 1 of this annex shall be tested according to
the procedure described in paragraph 2.1. of Annex 4 after being subjected three consecutive times to the cycle
described in paragraph 2.2.2. of Annex 4.

The system shall be considered as acceptable if Ar does not exceed 1,5 mrad.

If this value exceeds 1,5 mrad but is not more than 2,0 mrad, the second system of sample A shall be subjected
to the test after which the mean of the absolute values recorded on both samples shall not exceed 1,5 mrad.

However, if this value of 1,5 mrad on sample A is not complied with, the two systems of sample B shall be
subjected to the same procedure and the value of Ar for each of them shall not exceed 1,5 mrad.
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Figure 1
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ANNEX 8

PASSING BEAM ‘CUT-OFF AND AIMING PROVISIONS (')

1. CUT-OFF DEFINITION

The ‘cut-off, when projected on the aiming screen as defined in Annex 9 to this Regulation, shall be sufficiently
sharp to permit aiming; it shall comply with the following requirements.

1.1.  Shape (see Fig. A.8-1)
The ‘cut-off shall provide
— a horizontal ‘flat part’ towards the left,
and
— araised ‘shoulder part’ to the right;

in addition it shall be such, that after being aimed in accordance with the provisions in paragraphs 2.1. to 2.5.
below:

1.1.1. The ‘lat part’ shall not deviate vertically by more than
— 0,2 deg up or down from its horizontal median line within 0,5 deg and 4,5 deg left of V-V,
and
— 0,1 deg up or down within two thirds of said length.
1.1.2. The raised ‘shoulder part’
— shall have a sufficiently defined left edge,
and

— the line whose origin is at the intersection of line A and the V-V line to be constructed as a tangent to this
edge, shall have an inclination versus the line H-H of at least 10 deg and not exceeding 60 deg (see Fig. A.8-1
below).

2. VISUAL AIMING PROCEDURE
2.1.  The system shall, prior to the subsequent test procedures, be set to the neutral state.

The instructions below apply to the beams of those lighting units, which are specified by the applicant to be aimed.

2.2.  The beam shall be vertically positioned so, that the ‘flat part’ of its ‘cut-off is situated at the nominal vertical posi-
tion (line A) according to the respective requirements indicated in Table 2 of Annex 3 to this Regulation; this shall
be deemed to be fulfilled, if the horizontal median line of the ‘flat part’ of the ‘cut-off is situated at line A (see Fig.
A.8-2 below);

2.3.  The beam shall be horizontally positioned so that its raised ‘shoulder’ is situated to the right of the V-V line and
touching it (see Fig. A.8-2 below);

2.3.1. if a partial beam provides a horizontal ‘cut-off only: no special requirements for horizontal adjustment apply if
not specified by the applicant.

2.4, Any ‘Cut-off of a lighting unit not designed to be separately aimed according to the applicant’s specification must
comply with the relevant requirements.

() Optionally to be completed by additional general provisions under study in GRE.
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2.5.  Lighting units when aimed using a method specified by the applicant in accordance with the provisions of the
paragraphs 5.2. and 6.2.1.1. of this Regulation: the shape and position of the ‘cut-off, if any, shall comply with
the respective requirements of Table 2 of Annex 3 to this Regulation.

2.6.  For each further mode of passing beam. The shape and position of the ‘cut-off, if any, shall comply automatically
with the respective requirements of Table 2 of Annex 3. to this Regulation.

2.7. A separate initial aiming and/or adjustment process according to the applicant’s specification, based on the provi-
sions of paragraphs 2.1. through 2.6. above, may apply to lighting units intended to be installed separately.

Figures
Figure A. 8-1 Shape of the ‘cut-off’ line
V-V ‘cut-off’ line (example)
Line tangential to the left edge
Vertical extend of the cut-off's ‘flat part’: of the shoulder
not exceeding 0,2 deg above and below its
horizontal "median line".
Inclination angle
v Wt H-H
Line A —> -zil-ae ..
at nominal vertical *
position accord. to
table 2 of annex 3 to 4’3L &AL 4
thi lati A
is regulation v v
Horizontal ‘flat part’ Raised ‘shoulder part’

Figure A.8-2: Visual aiming of a partial beam

‘cut-off’ line positioned so that

1) vertically: the horizontal ‘flat part's’ median line is at line A

2) horizontally: the raised ‘shoulder part’ is to the right of line V-V and touching it
‘cut-off’ line

Example a) cut-off’ line

Example b)

line A Tangential point to V-V Line A Tangential point to V-V

Note: The ‘cut-off is shown schematically, projected on the aiming screen.
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1.1.

1.2

1.3.

1.4.

1.5.

1.6.

1.7.

1.8.

1.9.

2.1.

ANNEX 9

PHOTOMETRIC MEASUREMENT PROVISIONS

GENERAL PROVISIONS

The system or part(s) thereof shall be mounted on a goniometer with a fixed horizontal axis and moveable axis
perpendicular to the fixed horizontal axis.

The illuminance values shall be determined by means of a photoreceptor contained within a square of 65 mm
side and set up to a distance of at least 25 m forward of the centre of reference of each lighting unit perpendicu-
lar to the measurement axis from the origin of the goniometer;

During photometric measurements, stray reflections should be avoided by appropriate masking.

The luminous intensities are measured and specified in form of illuminance values perpendicular to the direction
of measurement, and, for a nominal distance of 25 m.

The angular co-ordinates are specified in deg on a sphere with a vertical polar axis according to CIE publication
No 70, Vienna 1987, i.e. corresponding to a goniometer with a horizontal (‘elevation’) axis fixed to the ground
and a second, moveable (rotation’) axis perpendicular to the fixed horizontal axis.

Any equivalent photometric method is acceptable, if the accordingly applicable correlation is observed.

Any offset of the centre of reference of each lighting unit, with respect to the goniometer rotation axes, should
be avoided. This applies especially to the vertical direction and to lighting units producing a ‘cut-off.

An aiming screen shall be used and may be located at a shorter distance than that of the photoreceptor.

The photometric requirements for each single measuring point (angular position) of a lighting function or mode
as specified in this Regulation apply to half of the sum of the respective measured values from all lighting units of
the system applied for this function or mode, or, from all lighting units as indicated in the respective requirement;

However in those cases where a provision is specified for one side only, the division by the factor of 2 does not
apply. These cases are: paragraphs 6.2.9.1., 6.3.2.1.2,, 6.3.2.1.3., 6.4.6., and note 4 of Table 1 of Annex 3.

The lighting units of the system shall be measured individually;

however, simultaneous measurements may be performed on two or more lighting units of an installation unit,
being equipped with the same light source types with respect to their power supply (either power controlled
or not), if they are sized and situated such that their illuminating surfaces are completely contained in a rectangle
of not more than 300 mm in horizontal extend and not more than 150 mm vertical extend, and, if a common
centre of reference is specified by the manufacturer.

The system shall prior to the subsequent test procedures be set to the neutral state.

The system or part(s) thereof shall be so aimed before starting the measurements that the position of the ‘cut-off
complies with the requirements indicated in the Table 2 of Annex 3 to this Regulation. Parts of a system mea-
sured individually and having no ‘cut-off' shall be installed on the goniometer under the conditions (mounting
position) specified by the applicant.

MEASUREMENT CONDITIONS WITH RESPECT TO LIGHT SOURCES

In the case of replaceable filament lamps operated directly under vehicle voltage system conditions:

The system or parts thereof shall be checked by means of an uncoloured standard (étalon) filament lamp(s)
designed for a rated voltage of 12 V. During checking of the system or part of, the voltage at the terminals of the
filament lamp(s) shall be regulated so as to obtain the reference luminous flux as indicated at the relevant data
sheet of Regulation No 37.
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2.2.

2.3.

2.4,

3.1.

3.1.1.1.

3.1.1.2.

3.1.2.

The system or parts thereof shall be considered acceptable if the requirements of paragraph 6. of this Regulation
are met with at least one standard (étalon) filament lamp, which may be submitted with the system.

In the case of a replaceable gas-discharge light source:

The system or parts thereof using a replaceable gas-discharge light source shall comply with the photometric
requirements set out in the relevant paragraphs of this Regulation with at least one standard (étalon) light source,
which has been aged during at least 15 cycles, as specified in Regulation No 99. The luminous flux of this gas-
discharge light source may differ from the objective luminous flux specified in Regulation No 99.

In this case, the measured photometric values shall be corrected accordingly. They shall be multiplied by a factor
of 0.7 prior to the check for compliance.

In the case of a non-replaceable light source operating directly under vehicle voltage system conditions:

All measurements on lamps equipped with non-replaceable light sources (filament lamps and other) shall be
made at 6,75V, 13,5V or 28,0 V, or at a voltage as specified by the applicant with respect to any other vehicle
voltage system. The measured photometric values shall be multiplied by a factor of 0,7 prior to the check for
compliance.

In the case of a light source, replaceable or non-replaceable, which is operated independently from vehicle sup-
ply voltage and fully controlled by the system, or in the case of a light source supplied by a special power sup-
ply, the test voltage as specified in paragraph 2.3. above shall be applied to the input terminals of that
system/power supply. The test laboratory may require from the manufacturer this special power supply needed
to supply the light sources.

The measured photometric values shall be multiplied by a factor of 0,7 prior to the check for compliance, except
if this correction factor is already applied according to the provisions of paragraph 2.2. above.

MEASUREMENT CONDITIONS WITH RESPECT TO BENDING MODES

In the case of a system or part(s) thereof, which provide a bending mode, the requirements of paragraphs 6.2.
(passing beam), and|/or 6.3. (driving beam) of this Regulation apply for all states, corresponding to the turn radius
of the vehicle. For verification with respect to the passing beam and the driving beam the following procedure shall
be used:

The system shall be tested in the neutral state (central/straight), and, in addition in the state(s) corresponding to the
smallest turn radius of the vehicle in both directions using the signal generator, if applicable.

Compliance with the requirements of paragraphs 6.2.6.2., 6.2.6.3. and 6.2.6.5.1. of this Regulation shall be
checked for both category 1 and category 2 bending modes without additional horizontal re-aim.

Compliance with the requirements of paragraphs 6.2.6.1. and 6.3. of this Regulation, whichever applies, shall be
checked:

— in case of a category 2 bending mode: without additional horizontal re-aim;

— in case of a category 1 or a driving beam bending mode: after having horizontally re-aimed the relevant
installation unit (by means of the goniometer for example) in the corresponding opposite direction.

When testing a category 1 or category 2 bending mode, for a turn radius of the vehicle other than specified in
paragraph 3.1.1. above: it shall be observed whether the light distribution is substantially uniform and no undue
glare occurs. If this can not be confirmed the compliance with the requirements laid down in Table 1 of Annex 3
to this Regulation shall be checked.



ANNEX 10
DESCRIPTION FORMS
maximum format: A4 (210 x 297 mm)

ADAPTIVE FRONT-LIGHTING SYSTEM DESCRIPTION FORM No 1

AFS control signals relevant to the lighting functions, and modes of functions provided by the system

£00T°¢°6

uorun) ueadoing oY) jo [euIno( [eRYIO

Function/mode(s) of, being influenced by the signal (?)
) . Technical characteristics (2)
AFS Control Signal Passing beam Driving bearn (use separate sheet, if needed)
Class C Class V Class E Class W
None/default Od
V-Signal | O | O O
E-Signal O O O O O
W-Signal | O | O O
T-signal O O O O O
Other Signals (%) d O O O d

(") Mark in the respective box(es) with an cross (X) the combination(s) which apply.

(3) To be indicated in terms of:

—  physical nature (electrical current/voltage, optical, mechanical, hydraulic, pneumatic, ...),

— information type (continuous/analogous, binary, digitally coded, ...),

— time dependent properties (time constant, resolution, ...),

—  signal status when the respective conditions according to paragraph 6.22.7.4. of Regulation No 48 are fulfilled,
—  signal status in case of failure (with reference to the system input).

According to the applicants description; use separate sheet, if needed.

)

L1+/0L 1



ADAPTIVE FRONT-LIGHTING SYSTEM DESCRIPTION FORM No 2

Cut-off status, adjustment devices and adjustment procedures relevant to the lighting units

Cut-off status (?) Adjustment device
The lighting unit provides or
contributes to one or more vertical horizontal
passing beam cut-off(s),
ng};;:)ng(l;lmt and provi- Characteristics & additional provisions (if any) (°)
as defined in | sions of para- linked t linked t
Annex 8 of graph 6.4.6. individual . mte‘ O.t individual . nte, O.t
this Regula- of this Regu- | (‘master) (%) (%) master f m (‘master’) (3) (¢) master :1 m
tion (%) lation No () No ()
apply ()
1 yes/no yes/no yes/no Yes/no
2 yes/no yes/no yes/no Yes/no
3 yes/no yes/no yes/no Yes/no
4 yes/no yes/no yes/no Yes/no
5 yes/no yes/no yes/no Yes/no
6 yes/no yes/no yes/no Yes/no
7 yes/no yes/no yes/no Yes/no

)

Designation of each individual lighting unit of the system as indicated in Annex 1 to this Regulation and as shown in the drawing according to paragraph 2.2.1. of this Regulation; use separate sheet(s) if needed.
Relevant to provisions of paragraph 6.22.6.1.2. of Regulation No 48.

y/oL 1

N

uorun) ueadoing 2y jo [ewIno( [eRIO

Strike out what does not apply.

Indicate corresponding lighting unit(s) number(s), if applicable.

Information such as e.g.: the order of adjustment of lighting units or assemblies of lighting units, any additional provisions for the adjustment process.
The adjustment of a ‘master’ lighting unit may also adjust (an)other lighting unit(s).

5

Lol

£00T°¢°6
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Corrigendum to Regulation No 124 of the Economic Commission for Europe of the United Nations (UN/ECE) —
Uniform provisions concerning the approval of wheels for passenger cars and their trailers

(Official Journal of the European Union L 375 of 27 December 2006)

Regulation No 124 should read as follows:

Regulation No 124 of the Economic Commission for Europe of the United Nations (UN/ECE) —
Uniform provisions concerning the approval of wheels for passenger cars and their trailers

1. SCOPE

This Regulation covers new replacement wheels designed for vehicles in categories M;, M;G, O,
and O, (1).

It does not apply to original equipment wheels or vehicle manufacturer’s replacement wheels as
defined in paragraphs 2.3. and 2.4.1. It does not apply to ‘Special wheels’, as defined in para-

graph 2.5., which shall remain subjected to national approval.

This Regulation comprises requirements for wheel manufacture and installation.

2. DEFINITIONS
For the purpose of this Regulation:

2.1. ‘Wheel’ means a rotating load-carrying member between the tyre and the axle. It usually consists of
two major parts:

(a) the rim;

(b) the wheel disc.

The rim and wheel disc may be integral, permanently attached, or detachable.
2.1.1.  ‘Disc wheel' means a permanent combination of a rim and wheel disc.

2.1.2.  ‘Wheel with demountable rim’ means a wheel so constructed that the demountable rim is clamped
to the wheel disc.

2.1.3.  ‘Rim’ means that part of the wheel on which the tyre is mounted and supported.

2.1.4.  ‘Wheel disc’ means that part of the wheel which is the supporting member between the axle and
the rim.

2.2. ‘Wheel type’ means a wheel which does not differ in the following essential characteristics:

2.21.  the wheel manufacturer;

2.2.2. wheel or rim size designation (according to ISO 3911:1998);

2.2.3. construction materials;

2.2.4.  wheel attachment holes;

2.2.5.  maximum load capacity;

2.2.6.  recommended maximum inflation pressure;

(") Categories M and O as defined in Annex 7 to the Consolidated Resolution on the Construction of Vehicles (R.E.3)
(document TRANS/WP.29/78/Rev.1/Amend.2).
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2.2.7. method of production (welded, forged, cast, ...).

23. ‘OE-wheels’ means wheels which are authorized to be fitted, to the vehicle model, by the vehicle
manufacturer during the production of the vehicle.

2.4, ‘Replacement Wheels’ means wheels which are intended to replace the OE wheels during the service
life of the vehicle. Replacement wheels may belong to one of the following category:

2.41.  ‘Vehicle manufacturer’s replacement wheels’ being wheels supplied by the vehicle manufacturer;

2.42.  ‘Identical replacement wheels’ being wheels which are manufactured using the same manufacturing
equipment and material as that used for replacement wheels supplied by the vehicle manufac-
turer. They differ from vehicle manufacturer’s replacement wheels only by the absence of vehicle
manufacturer’s trademarks and part number;

2.43.  TReplica replacement wheels’ being wheels which are replicas of vehicle manufacturer’s replace-
ment wheels but produced by a manufacturer who is not a supplier of the vehicle manufacturer
with the specified wheel. With regard to the design (basic contour, dimensions, inset, material type
and quality and so on) and service life they fully correspond to vehicle manufacturer’s replacement
wheels;

2.4.4.  ‘Pattern part replacement wheels’ being wheels produced by a manufacturer who is not a supplier
of the vehicle manufacturer with the specified wheel. With regard to the design, inset, rim designa-
tion wheel fixing PCD and spigot mounting diameter, correspond to that of an OE-wheel, but wheel
contour, material and so on, may be different;

2.5. ‘Special wheels' means wheels which are not OE-wheels and which do not fulfil the criteria for
wheels described in paragraph 2.4. (for example wheels with different rim width or diameter).

2.6. ‘Inset’ means the distance from the attachment face of the disc to the centre line of the rim (that
can be positive, as shown in Figure 1 below, zero, or negative).

2.7. ‘Dynamic radius’ means the dynamic loaded radius defined as the theoretical rolling circumference
divided by 2IT of the largest tyre to be used on the wheel as specified by the wheel manufacturer.

2.8. ‘International Tyre and Rim Standards’ mean documents concerning wheel standardization issued
by the following Organizations:

(a) The International Organization for Standardization (ISO) (1);
(b) The European Tyre and Rim Technical Organization (ETRTO) (?): ‘Standards Manual’;

(c) The European Tyre and Rim Technical Organization (ETRTO) (?): ‘Engineering Design Informa-
tion — obsolete data’;

(d) The Tyre and Rim Association Inc. (TRA) (%): ‘Year Book’;

(e) The Japan Automobile Tyre Manufacturers Association (JATMA) (*): ‘Year Book’;

(f) The Tyre and Rim Association of Australia (TRAA) (°): ‘Standard Manual’;

(g) The Associagdo Latino Americana de Pneus e Aros (ALAPA) (¢): ‘Manual de Normal Technicas’;

(h) The Scandinavian Tyre and Rim Organisation (STRO) (7): ‘Data Book'.

The tyre standards can be obtained from the following addresses:

(1) 1SO, 1, rue de Varembé, Case postale 56, CH-1211 Geneve 20 — Switzerland.

(?) ETRTO, 32 Av. Brugmann — Bte 2, B-1060 Brussels, Belgium.

() TRA, 175 Montrose West Avenue, Suite 150, Copley, Ohio, 44321 USA.

(*) JATMA, No 33 MORI BLDG. 8th Floor 3-8-21, Toranomon Minato-Ku, Tokio 105-0001, Japan.
() TRAA, Suite 1, Hawthorn House, 795 Glenferrie Road, Hawthorn, Victoria, 3122 Australia.

(6) ALAPA, Avenida Paulista 244-12° Andar, CEP, 01310 Sao Paulo, SP Brazil.

() STRO, Alggatan 48 A, Nb, S-216 15 Malmo, Sweden.
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‘Technical crack’ is a material separation with a propagation of more than 1 mm occurring during
a dynamic test (defects caused by the production process are not to be taken into account).

‘Wheel calliper’ is the rotating profile shape, formed by the internal wheel contour (see Annex 10,
figure 1).

‘Tyre size designation’ means a designation showing the nominal section width, the nominal aspect
ratio and the conventional number that denotes the nominal rim diameter (these terms are further
defined in Regulation No 30).

APPLICATION FOR APPROVAL

The application for approval of a wheel type shall be submitted by the manufacturer, or by his duly
accredited representative, and shall be accompanied by:

Drawings, in triplicate, sufficiently detailed to permit identification of the type. They shall also show
the position intended for the approval mark and for the wheel markings;

Technical description including at least the following characteristics:
Category of replacement wheels — see paragraphs 2.4.2., 2.4.3. and 2.4.4.;

rim contour designation — wheel inset — wheel attachment details;
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3.1.2.3.

3.1.2.4.

3.1.2.5.

3.1.2.6.

3.1.2.7.

3.1.2.8.

3.1.2.9.

3.1.2.10.

3.1.2.11.

3.1.2.12.

3.2.

4.1.

4.2

4.3.

tightening torque for studs and nuts;
fixing method of balancing weights;
necessary accessories (i.e. additional mounting components);
International Standard reference;
suitable for tubeless tyre mounting;
suitable valves types;
maximum load capacity;
maximum inflation pressure;
detail of material including chemical composition (see Annex 4).
tyre size designations specified for original equipment by the vehicle manufacturer.
Documentation in accordance with paragraph 1. of annex 10 to this Regulation:
— vehicle characteristics (Annex 10, paragraph 1.2.);
— additional characteristics (Annex 10, paragraph 1.3.);
— fitting instructions details (Annex 10, paragraph 1.4.);
and
— additional requirements (Annex 10, paragraph 2.).

Sample wheels representative of the wheel type necessary for the execution of laboratory tests or
test reports issued by the Type Approval Authority.

In case of application for approval of an identical wheel, the applicant shall satisfy the type approval
authority that the wheel is indeed an ‘identical replacement wheel’ as defined in paragraph 2.4.2.

APPROVAL

If the wheel submitted for approval in accordance with paragraph 3. above meets the require-
ments, then approval for this type of wheel shall be granted.

An approval number shall be assigned to each type approved. The first two digits (at present 00
for the regulation in its original form) shall indicate the series of amendments incorporating the
most recent major technical amendments made to the Regulation at the time of issue of the
approval. The same Contracting Party may not assign the same number to another type of wheel.

Notice of approval or refusal or extension of approval of a type of wheel under this regulation
shall be communicated to the parties to the 1958 Agreement which apply this regulation by means
of a communication form conforming to the model in annex 1 to this Regulation.
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4.4. Every wheel conforming to a type approved under this regulation shall bear, in addition to the
markings prescribed in paragraph 5., a clearly legible and indelible international approval mark
consisting of:

4.4.1.  circle surrounding the letter E followed by the distinguishing number of the country which has
granted approval (see Annex 2) ().

4.42.  The number of this Regulation, followed by the letter R, a dash and the approval number accord-
ing to paragraph 4.2.

4.5. The approval mark shall be permanent, visible and clearly legible, when the tyre is fitted on the
wheel.

4.6. Annex 2 to this regulation gives an example of the arrangement of the approval mark.

4.7. The wheel manufacturer’s facilities may be used for test purposes provided that the Type Approval
Authority or a designated representative witnesses the tests.

5. WHEEL MARKINGS

5.1. The wheel shall be permanently and legibly marked as follows, in a position chosen by the
manufacturer, but visible when the tyre is fitted on the wheel:

5.1.1.  manufacturer name or trade mark;

5.1.2.  the wheel or rim contour designation;

5.1.2.1. It shall be expressed according to the prescription of one International Tyre and Rim Standards
and includes at least:

— rim size designation comprising:

— rim contour designation nominal rim diameter,

— the symbol X’ if one piece rim,

— the symbol ' if multipiece rim

— letter ‘A’ if the well is located asymmetrically (optional),
— the letter S" if the well is located symmetrically (optional).

5.1.3.  the wheel inset;

5.1.4.  date of manufacture(at least the month and year);

5.1.5.  the wheel/rim part number.

() 1 for Germany, 2 for France, 3 for Italy, 4 for Netherlands, 5 for Sweden, 6 for Belgium, 7 for Hungary, 8 for the

Czech Republic, 9 for Spain, 10 for Yugoslavia, 11 for the United Kingdom, 12 Austria, 13 for Luxembourg, 14 for
Switzerland, 15 (vacant), 16 for Norway, 17 for Finland, 18 for Denmark, 19 for Romania, 20 for Poland, 21 for
Portugal, 22 for the Russian Federation, 23 for Greece, 24 for Ireland, 25 for Croatia, 26 for Slovenia, 27 for Slovakia,
28 for Belarus, 29 for Estonia, 30 (vacant), 31 for Bosnia and Herzegovina, 32 for Latvia, 33 (vacant), 34 for Bulgaria,
35 (vacant), 36 for Lithuania, 37 for Turkey, 38 (vacant), 39 for Azerbaijan, 40 for The former Yugoslav Republic of
Macedonia, 41 (vacant), 42 for the European Community (Approvals are granted by its member States using their
respective ECE symbol), 43 for Japan,44 (vacant), 45 for Australia, 46 for Ukraine, 47 for South Africa, 48 for New
Zeeland, 49 for Cyprus, 50 for Malta and 51 for the Republic of Korea. Subsequent numbers shall be assigned to other
countries in the chronological order in which they ratify or accede to the Agreement Concerning the Adoption of
Uniform Technical Prescriptions for Wheeled Vehicles, Equipment and Parts which can be Fitted and/or be Used on
Wheeled Vehicles and the Conditions for Reciprocal Recognition of Approval Granted on the Basis of these Prescrip-
tions, and the numbers thus assigned shall be communicated by the Secretary-General of the United Nations to the
Contracting Parties to the Agreement.
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5.2.

6.1.

6.2.

6.2.1.

6.3.

6.4.

6.5.

6.5.1.1.

6.5.2.1.

6.5.2.2.

6.5.3.1.

Annex 3 to this regulation gives an example of the arrangement of the wheel markings.

GENERAL REQUIREMENTS

Rim contour shall conform to the International Standard specified by the wheel manufacturer.
Rim contour shall ensure the correct fitting of tyres and valves.

Wheels designed for use with tubeless tyres shall ensure air retention.

Materials used for the construction of the wheel shall be analysed according to Annex 4.

In the case of identical replacement wheel as defined in paragraph 2.4.2., there shall not be any
requirement for physical testing as given in paragraph 6.5. or vehicle fitment checking as given in
paragraph 2. of Annex 10 to this Regulation.

The replica replacement wheels and pattern part replacement wheels shall satisfy the following tests:
Steel wheels

Disc wheels

(a) rotating bending test as per Annex 6;

(b) rolling test as per Annex 7.

Aluminium alloy wheels

One piece wheels

(a) Corrosion test as per Annex 5. If the process within a production line is always the same, only
one representative test is to be carried out;

(b) Rotating bending test as per Annex 6;
(c) Rolling test as per Annex 7;

(d) Impact test as per Annex 8.
Demountable rim wheels

(@) Corrosion test as per Annex 5;

(b) Rotating bending test as per Annex 6;
(c) Rolling test as per Annex 7;

(d) Impact test as per Annex 8;

(e) Alternating torque test as per Annex 9.
Magnesium alloy wheels

One piece wheels

(@) Corrosion test as per Annex 5;

(b) Rotating bending test as per Annex 6;
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6.5.3.2.

6.6.

6.7.

6.7.1.

6.7.3.

7.2.

7.3.

8.1.

8.2.

(c) Rolling test as per Annex 7;

(d) Impact test as per Annex 8.
Demountable rim wheels

(@) Corrosion test as per Annex 5;

(b) Rotating bending test as per Annex 6;
(c) Rolling test as per Annex 7;

(d) Impact test as per Annex 8;

(e) Alternating torque test as per Annex 9.

Where a wheel manufacturer submits application for type approval for a range of wheels, it is not
considered necessary to carry out all tests on every type of wheels in the range. Worst case selec-
tion may be made at the discretion of the type approval Authority or the designated Technical
Service (see Annex 6 paragraph 4. of this Regulation).

Pattern part replacement wheels shall satisfy the following requirements to guarantee proper fitment
on the vehicle:

The nominal rim diameter, nominal rim width and nominal inset of ECE-approved wheels shall be
the same as the manufacturer’s replacement wheel.

Wheels shall be suitable for tyres of the tyre size designations specified initially by the vehicle manu-
facturer for the particular model concerned.

The checks and documentation relevant to the wheel/vehicle fitment are described in Annex 10.

MODIFICATIONS AND EXTENSION OF APPROVAL FOR WHEEL

Every modification of the wheel type shall be notified to the approval authority which granted the
type approval. The approval authority may then:

either consider that the modifications made are unlikely to have appreciable adverse effects and
that in any case the type of wheel still complies with the requirements;

or require a further test.

Confirmation or refusal of approval, specifying the alterations, shall be notified by the procedure
specified in paragraph 4.3. above to the parties to the agreement applying this regulation.

The competent authority issuing the extension of approval shall assign a series number to each
communication form drawn up for such an extension.

CONFORMITY OF PRODUCTION

The conformity of production procedures shall comply with those set out in the Agreement —
EJECE/324-EJECE/TRANS/505/Rev.2, Appendix 2.

The authority which has granted type approval may at any time verify the conformity control meth-
ods applied in each production facility. The normal frequency of these verifications shall be once
every two years.
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9.1.

9.2.

10.

11.

PENALTIES FOR NON-CONFORMITY OF PRODUCTION

The approval granted in respect of a type of wheel pursuant to this regulation may be withdrawn if
the requirements set forth above are not met or if a wheel bearing the approval mark does not
conform to the type approved.

If a Contracting Party to the Agreement applying this regulation withdraws an approval it has pre-
viously granted, it shall forthwith so notify the other Contracting Parties applying this regulation,
by means of a communication form conforming to the model in Annex 1 to this Regulation.

PRODUCTION DEFINITELY DISCONTINUED

If the holder of an approval completely ceases to manufacture a wheel approved in accordance
with this regulation, he shall so inform the authority which granted the approval. Upon receiving
the relevant communication, that authority shall inform the other parties applying this regulation
by means of a communication form conforming to the model in Annex 1 to this Regulation.

NAMES AND ADDRESSES OF TECHNICAL SERVICES RESPONSIBLE FOR CONDUCTING APPROVAL TESTS
AND OF ADMINISTRATIVE DEPARTMENTS

The Contracting Parties to the Agreement applying the regulation shall communicate to the United
Nations secretariat the names and addresses of the Technical Services responsible for conducting
approval tests and of the administrative departments which grant approval and to which forms
certifying approval or extension or refusal or withdrawal of approval, or production definitely dis-
continued issued in other countries, are to be sent.
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ANNEX 1
COMMUNICATION

(maximum format: A4 (210 x 297 mm))

issued by: Name of administration:

concerning (?): APPROVAL GRANTED

APPROVAL EXTENDED

APPROVAL REFUSED

APPROVAL WITHDRAWN

PRODUCTION DEFINITELY DISCONTINUED

of a wheel type, pursuant to Regulation No XY

Approval NO: .....ccoeiiiiiieeee. Extension NO: ......ccccovviiiiiiiinns

1. Wheel MaNUFACIUFBI: sesuwms ssussrsessussvrmsvesssss veasivsassssesmesvian vosesssenss faserass musTssass i iiivasss £ iin s ss e srvesssss seavarvosnssn os
2. Wheel type deSIGNation: ..........oo ittt e e e e et e b e
2.1.  Category of replacement WHEEIS: ........oo i ettt e e s sn e s rsae e e s sanee e eanne s
2.2, Construction material: ce s o srvsss 53T 55T S35 SR RN 53
PR T /114 TeTo o il oo To [0 T 1 o) o A SRRSO
24, Rim contour designation: cu..susimaemessmmsmmmsse srssessss o ssns sesssss o s sssssses 5000850085580 £ F SRR S SR 6
2.5, WREEIINSELI ..ottt ettt et ettt st a e e e a e b e e b e e r bbb e e e e eb e ne s
2.6, ‘Wheel attaChment: s sossersmmmmsmssom s i sesss e siwe i ses e f5sseraes miiTssns i s s i v senss o5
A SR/ F= V(1 4 10T g T To = o I o= T = Lo 1 YT PUP
3. Address of the MaNUFACIUIET: ...........ooiiiiiii et e
4. If applicable, name and address of manufacturers representative: ............cccccevciiiiiirin i
5. Date on whicwh the wheel was submitted for approval tests: ..........ccccoiiiiiiiiiii e
6. Technical Service responsible for carrying out the approval test: ...........cciiiiiiiii i
7. Date of test report issued by the TeChniCal SErVICE: .........coueiiiiiiiiiiie e
8. Number of test report issued by the Technical ServiCe: ... e
9. REMAIKSS sxcs ssssuessmas ssssssmnss tinsassssn 558 oma55 555555855 1685 565X EE35 £5 88 HERER RS HS R RHES LEESEARFNES SETEESHAPES LS S EF AR R S A TER RS AR SRS
10.  Approval granted/refused/extended/Withdrawn (2): ........ccooi oot
1. Reason(s) for the extension (if applicable): .........ccciciiiiiiiiiiii i e e et
12. [ =T SO TSROSO PSR UR O OUPPOO
13. DA e e e e h e e eh e b e e e s e e st ae e b e e neas
B Yo o B L (0 LY N F=T 4T ORI
15. Annexed is a list of documents making up the approval file, deposited with the competent authority which

()
®

granted approval, a copy can be obtained on request.

Distinguishing number of the country granting the approval.
Strike out what does not apply.
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ANNEX 2

ARRANGEMENT OF THE APPROVAL MARK

| + XY R-001148::

a=9mm min.

The wheel bearing the above approval mark is a wheel that has been approved in Italy (E3) under approval number 001148.

The first two digits of the approval number indicate that the approval was granted in accordance with the requirements of
Regulation No XY in its original form.

The marking of approval mark, the Regulation number and approval number may be at a distance from each other respect-
ing the sequence.
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ANNEX 3
ARRANGEMENT OF THE WHEEL MARKINGS

Example of markings which shall be applied to a wheel conforming to this Regulation:

ABCDE 5% ]Jx14FH 36 0199 ab123

This example of marking defines a wheel:

— manufactured by ABCDE

— having a rim contour designation (5 % J)

— having a one piece construction (x)

— having a nominal rim diameter code (14)

— having a non symmetrical location of the well (no mark)

— having a flat hump configuration of the bead-seat area on one side only (FH) — optional marking
— having a wheel inset of 36 mm

— manufactured in January 1999 (0199)

— the manufacturer’s part number (ab123).

The rim designation shall include in the following order the rim contour designation, the construction, the nominal rim
diameter code, the location of the well and the bead-seat configuration, as in the example 5 %2 ] x 14 FH. It is also permit-
ted to reverse the order for the first three elements as in the example 14 x 5 %2 ] FH.

The marking of the wheel inset, the date of production and manufacturer'’s name may be at a distance from the rim
designation.
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ANNEX 4
MATERIAL TEST

The following metallurgical analysis shall carried out and reported:

Material Tests
Aluminium alloy a, e
Magnesium alloy ace
Steel a,b,d

(@) Chemical analysis of the raw-material.
(b)  Check of the following mechanical characteristics (R,q,,, R,,,, and A) relevant to the materials:

— percentage elongation after fracture (A): Permanent elongation of the gauge length after fracture (L, — L),
expressed as a percentage of the original length (L,).

Where

original gauge length (L,):  Gauge length before application of force.
final gauge length (L,): Gauge length after rupture of the test piece.
—  proof strength, non-proportional extension (R,): Stress at which a non-proportional extension is equal to a speci-

fied percentage of the extensometer gauge length (L.). The symbol used is followed by a suffix giving the pre-
scribed percentage of the extensometer gauge length, for example: R 5.

— tensile strength (R,,): Stress corresponding to the maximum force (F,,).

(c)  Check of the mechanical characteristics (R,,,, Ry, and A) of test-pieces taken from the hub mounting area and in the
disc to rim transition area or in the failure zone if any.

(d) Analysis of the metallurgic defects and of the raw material structure.

() Analysis of the metallurgic defects and of the test-pieces structure taken from the hub mounting area and in the disc
to rim transition area or in the failure zone if any.
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1.1.

1.2

1.3.

ANNEX 5
CORROSION TEST

Carry out a salt-spray test as per ISO 9227 for 384 hours.

Sample preparation

A surface treated sample, taken from production, shall be damaged by cross engraving and stone impact (ISO 565)
to represent damaging situations during the normal usage of vehicle (damage shall be in the area of the rim flange
and inside the wheel).

Test development

The surface treated sample shall pass a salt-spray test, in which the sample and any components with which is nor-
mally in contact are put in upright position into the salt-spray test equipment. The wheel is turned through 90°
every 48 hours.

Evaluation

Individual measures which may affect the corrosion are to be evaluated (covers, crews, zinc or cadmium buses, alloy
insulating covers, etc.)

The test documentation shall include photos showing the main corrosion points which have been mechanically
washed in order to show the material defects.

There shall not be any significant corrosion after a test duration of 192 hours. After 384 hours the wheel function-
ality, the mounting components and the tyre bead seat shall not be adversely affected by corrosion. This shall be
confirmed by a rotating bending test as per Annex 6 or by a rolling test as per Annex 7, depending on the location
of the corrosion.
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1.

3.

ANNEX 6

ROTATING BENDING TEST

TEST DESCRIPTION

During the rotating bending test, the lateral forces acting on wheel in driving around a curve are simulated. Four wheel
samples shall be tested, two at 50 % and two at 75 % of the maximum side force. The wheel rim is fixed rigidly to the
test bench, and a bending moment M, is applied to the hub mounting area (i.e. through a loading arm with a flange
having the same pitch circle diameter as the vehicle for which the wheel is intended). Light alloy wheels are fixed using
the internal rim flange by two semicircular flanges.

Should other fixing devices be used, it is necessary prove their equivalence.

Screws or fixing nuts are tightened to the torque stated by the vehicle manufacturer and retightened after 10 000 cycles
approximately.

. FORMULA FOR THE BENDING MOMENT CALCULATION

Cars and off-road vehicles: My, ., = S x Fy (1 % 14y, + d)

Mpmax = maximum reference bending moment [Nm]

Fy = maximum load capacity of wheel [N]

ty, = dynamic radius of largest tyre recommended for wheel [m]
d = inset [m]

B = coefficient of friction

S = factor of safety

The test is carried out with two percentage values (50 per cent and 75 per cent) of the max moment and on the basis
of the following standards

Coefficient of friction 0,9

Factor of safety 2,0

Nominal cycles per minute The number of cycles per minute can be the maximum possible but out-
side the testing rig resonance frequency
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Aluminium/Magnesium Steel
Vehicle category M, and M, G 0, and O, M, and M, G 0, and O,
Min cycles with 75 per cent 2,0-10° 0,66 - 10° 6,0 - 10* 2,0-10*
Mpmax
Min cycles with 50 per cent 1,8 -10° 0,69 - 10° 6,0 -10° 2,3-10°
Mpmax

Acceptance limits

Shaft displacement less than 10 per cent greater than the displacement measured after
approximately 10 000 cycles.

Technical cracks are not accepted. —

Allowable loss of tightening
torque initially applied to the

wheel fixing studs and nuts (?)

Maximum 30 per cent

(") Check loss of tightening torque of wheel fixings by retightening, not by measuring torque to loosen fixings.

. TEST SCHEDULE FOR RANGE OF WHEEL TYPES

Wheels of the same type (paragraph 2.2.) but with different inset values can be grouped using the highest value of test
bending moment according to the following test schedule. Wheel versions having a larger centre hole shall be included
in the test. In the case of a failure further samples shall be tested.

Necessary tests:

Number of wheels to be tested Rotating bending test
Short test Long test

Minimum PCD 1 1
Maximum PCD 1 1
if only one PCD 2 2
Inset variations up to 2 mm — —
From 2 mm to 5 mm 1 —
> 5 mm 1 1
Tests to be carried out should the maximum permitted wheel load subsequently increase.
If the resulting test bending moment 1 1

increases up to 10 per cent max.

Short test

rotating bending test with 75 per cent of I My,

(calculated for the max wheel load)

Long test

rotating bending test with 50 per cent of My ..

Should the testing moment be increased of more of 10 per cent, when compared to the first approval, the whole

programme shall be repeated.
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Example of a rotating bending test rig
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1.

TEST DESCRIPTION

In the rolling test the stress on the wheel when driving straight ahead is simulated by testing a wheel rolling against a
drum which has a minimum outside diameter of 1,7 m, in the case of an external rolling test, or a minimum internal
diameter equal to the dynamic radius of the tyre divided by 0,4 in the case of an internal rolling test. Two wheels shall

be tested.

ANNEX 7

ROLLING TEST

FORMULA FOR CALCULATION OF THE TEST LOAD

All types of vehicles

Fp = testing load [N]
Fy = wheel maximum load capacity of the wheel [N]
S = factor of safety

TESTS PROCEDURE AND REQUIREMENTS

Tests are carried out on the basis of the following specifications:

M, and M,G 0, and O,
Rolling direction Straight
Factor of safety — S 2,5 2,0
2,25 ()

Tyres

Taken from normal (series) production and, if possible, of the maximum nominal section
width recommended for the wheel

Testing speed in

The max. allowed by the tyre given by the speed index, usually 60-100 km/hour

km/h

Equivalent rolling 2 000 km 2 000 km
distance 1000 km (1) 1000 km (1)
Tyre pressure at start | Normal usage: rolling test pressure

of test (nor checked

or controlled during Up to 160 kPa 280 kPa

the test) More than 160 kPa min. 400 kPa

Limits of acceptance

Technical cracks and/or air leakage are not accepted.

Allowable loss of
tightening torque
initially applied to the
wheel fixing studs
and nuts (2)

< 30 per cent

(") For passenger cars steel disc wheels.
(%) Check loss of tightening torque of wheel fixings by retightening — not by measuring torque to loosen fixing.
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| Radial load

Driven drum

Radial load

Tyre -

Wheel

Examples of rolling test rigs
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1. TEST DESCRIPTION

ANNEX 8

IMPACT TEST

Wheel strength with regard to the fractures on edges and other critical points when the wheel strikes an obstacle shall
be checked. In order to show the sufficient resistance to fractures it is necessary carry out an impact test as per Annex 8

— Appendix 1.

2. FORMULA FOR THE CALCULATION OF TEST LOAD

D = 06-F,[g+180 [ke]

D = value of falling mass [kg]

Fy, = maximum wheel load capacity [N]

g = acceleration due to gravity 9,81 m/s’

3. TEST PROCEDURE AND REQUIREMENTS

M, and M;G

Procedure and requirements

As per Annex 8 — Appendix 1

Tyre pressure

The tyre pressure recommended by the tyre manufacturer based on the load index
and the max. vehicle speed, but at least 200 kPa.

Tyres

Tyres taken from normal (series) production with the minimum nominal section
width and minimum rolling circumference on the range of tyres recommended for
the particular wheel.

Acceptance criteria

The test shall be considered satisfactory if there is not any visible fracture penetrat-
ing through the wheel surface and if there is not any loss of inflation pressure within
one minute of completing the test. Fractures and indentations caused by the direct
contact with the falling weight are acceptable.

In the case of wheels with demountable rims or other components that can be dis-
mantled, if threaded fastenings that are close to the spoke or ventilation holes fail
the wheel is to be considered as having failed the test.

Number of samples to be
tested

One for each impact position.

Impact positions

One in the area connecting spokes to rim and further one in the area between two
spokes, very close to the valve hole.

If possible, the impact direction shall not coincide with the radial line between a
fixing hole and the wheel centre.

4. TESTS SCHEDULE FOR RANGE OF WHEEL TYPES

Tests necessary:

Wheels to be tested Impact test

Minimum PCD of fixing holes
Maximum PCD of fixing holes

One for each impact position
One for each impact position
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2.1.

2.2.

2.3.

4.1.

4.2.

4.3.

ANNEX 8

Appendix 1

PASSENGER CARS — LIGHT ALLOY WHEELS — IMPACT TEST

SCOPE

This annex specifies a laboratory test procedure to evaluate the axial (lateral) kerb impact collision properties of a
wheel manufactured either wholly or partly of light alloys. It is intended for passenger car applications, with the
purpose of screening and/or quality control of the wheel.

TEST EQUIPMENT

New wheels, fully processed, representative of wheels intended for passenger car application, fitted with a tyre.

Impact loading test machine with a vertically acting striker having an impacting face at least 125 mm wide and at
least 375 mm long and sharp edges broken by radius or chamfer, in accordance with figure 1. The falling mass, D,
within a tolerance of * 2 per cent, expressed in kilograms, shall be as follows:

D=0,6"F,[g+180 [kg]

where Fy[g is the maximum static wheel loading, as specified by the wheel and/or vehicle manufacturer, expressed in
kilograms.

Mass of 1 000 kg.

CALIBRATION

Ensure, by means of a test calibration adapter, that the 1 000 kg mass (paragraph 2.3.) applied vertically to the cen-
tre of the wheel fixing as shown in figure 2 causes a deflection of 7,5 mm # 0,75 mm when measured at the centre
of the beam.

TEST PROCEDURE

Mount the test wheel (paragraph 2.1.) and tyre in the test machine (paragraph 2.2.) such that the impact loading is
applied to the rim flange of the wheel. The wheel shall be mounted with its axis at an angle of 13° + 1° to the
vertical with its highest point presented to the striker.

The tyre mounted on the test wheel shall be the smallest nominal section width tubeless radial-ply tyre intended for
use on that wheel. The inflation pressure shall be that specified by the vehicle manufacturer or, in the absence of
such specification, it shall be 200 kPa.

The temperature of the test environment shall remain within a range of 10 °C to 30 °C throughout the test period.

Ensure that the wheel is mounted on the hub fixture with dimensionally representative fixings such as would be
used on a vehicle. Manually tighten the fixings to a value or by a method as recommended by the vehicle or wheel
manufacturer.

Because the design of wheel centre members may vary, test a sufficient number of locations on the wheel rim cir-
cumference to ensure that the integrity of the centre members is assessed. Use new wheels each time.

In case of test on the spoke, that spoke is to be chosen where the bolt hole is closest.

Ensure that the striker is over the tyre, and overlaps the rim flange by 25 mm # 1 mm. Raise the striker to a height
of 230 mm #* 2 mm above the highest part of the rim flange and allow it to fall.
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FAILURE CRITERIA

The wheel is considered to have failed the test if any of the following apply:

(a) visible fracture(s) penetrate through a section of the centre member of the wheel assembly;
(b) the centre member separates from the rim;

() the tyre loses all air pressure within 1 min.

The wheel is not considered to have failed the test by deformation of the wheel assembly or by fractures in the area
of the rim section struck by the face plate of the striker.

Note: Tyres and wheels used in the tests should not be used subsequently on a vehicle.

[ufh]
| J% 1=
375 min. 125 min.’

& y

230+ 2

Q

(o)

Figure 1 — Impact loading test machine
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w -
\ Sharp edge
broken by radius

or chamfer

Figure 1 — Detail A
Dimensions in millimetres

1000 kg calibration load Calibrati -
§ alibration adapter
/ S— p

Wheel hub adapter

Steel beam
200 x 25

7,5mm £ 0,75 mm Y
Vertical deflection — ——-"—-="=-
measured from base

Adjust for 13° —/a

4 natural rubber mounts (or equivalent)
Hardness: 50 Shore
Diameter: 51 mm
Uncompressed height: 27 mm

Figure 2 — Application of loading to centre of wheel mount

Dimensions in millimetres
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ANNEX 9

ALTERNATING TORQUE TEST

1. TEST DESCRIPTION

In an alternating torque test the torque acting on wheel during braking and acceleration is simulated. The sample
wheels shall be tested at each percentage value (50 per cent and 75 per cent) of the maximum calculated torque. Each
wheel flange is rigidly fixed on the test table and stressed by an alternating torque of * My, introduced through the
attachment face i.e. through a brake disc or through other components.

2. FORMULA FOR THE CALCULATION OF THE TEST TORQUE

MT:S.FV‘rdyn

Where

M; = test torque [Nm]

S = factor of safety

Fy, = maximum wheel load capacity [N]
T4y, = dynamic radius [m]

Tests are carried out on the basis of the following parameters:

Factor of safety S 1,0
Min number of cycles with + 90 per cent My, 2-10°
Min number of cycles with + 45 per cent My, 2-10°
Acceptance criteria Technical cracks not acceptable
Allowable loss of the initial torque applied to wheel fix- 30 per cent
ing studs and nuts ()

(*) Check loss of tightening torque of wheel fixings by retightening, not by measuring torque to loosen fixing.
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ANNEX 10

VEHICLE ITMENT CHECKS AND DOCUMENTATION

APPLICATION AND FITTING INFORMATION

The type approval authority shall be supplied with a copy of following information which shall also be supplied to
the consumer with the wheel.

Wheel characteristics:

ECE approval number, wheel type and variant, international rim designation (for example, 15 H2 x 5 %4 ]) and inset.

Vehicle characteristics:

Vehicle manufacturer, vehicle model name and description, vehicle power and VIN range including at least WMI,
VDS and first digit of VIS describing the model year (see ISO 3779-1983).

Additional characteristics: Any particular requirements, special fittings and so on that are specified when using the
manufacturer’s replacement wheels or specific requirements for the ECE approved wheel.

Fitting instruction detail: Recommendations and safety precautions when fitting the wheel;

Use of any additional or substitute wheel fixing components, for example, longer wheel bolts or studs with alloy
wheels;

Wheel fixing tightening torque; drawing attention to the importance of this aspect and the need to preferably use a
calibrated torque wrench; Instruction regarding the necessity to re-tighten the wheel fixing after 50 km of driving;
References to the use and mounting of hubcaps, if applicable;

Example of a possible structure of the Application and fitting Information table

Wheel characteristics (mandatory fields in bold characters)

)

ECE approval number Wheel type Size Inset Ped Fixing holes (*)
XY R-1 0001148 6014 6Jx14H2 38 mm 98 mm 4
Wheel variant Control spigot | Wheel mark- | centre ring Centre hole max. wheel load
location ing marking Dia. inN
A Yes 98-38 120-98 58,1 mm 5500
Vehicles’ characteristics
Vehicle Vehicle model Vehicle type Power In kW Identification (VIN)
manufacturers name
FIAT ALFA ALFA 66-95 WMI VDS Year(s)
ROMEO ROMEO 930
145/146 1C9 Y817H3 4

Use of vehicle manufacturer brake component profiles and wheel caliper is recommended. However in-service monitoring is necessary
because of possible change of brake parts and/or OE-wheel calliper during the vehicle production run.
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Additional characteristics

Ref. No Characteristic

1/ Spherical fastening screws

ADDITIONAL REQUIREMENTS

Wheel calliper check

The design of the inner contour of the wheel (wheel calliper see Figure 1) must provide sufficient space for the
brake, suspension and steering components.

In the case where the wheel calliper is outside of the vehicle manufacturer’s replacement wheel calliper, no verifica-
tion is necessary.

In the case where the calliper is inside the vehicle manufacturer’s replacement wheel calliper, a check shall be carried
out of wheel operating clearance with respect to brake, suspension and steering components and general under body
components, taking into account the effect of wheel balance weights.

As a rule, the following criteria have to be fulfilled:

minimum clearance for brake components (worst case, for example with new brake linings): 3 mm (),
minimum clearance for suspension components (e. g. upper and lower suspension arms): 4 mm,
minimum clearance for steering components (e. g. track rod and steering joints): 4 mm, and
minimum clearance between balance weights and vehicle components: 2 mm.

The check may be carried out statically or dynamically. If the various clearances on the vehicle manufacturer’s replace-
ment wheel are less than those given above, then these can be accepted.

Ventilation holes check

An approved wheel shall not reduce the brake efficiency in comparison with a manufacturer’s replacement wheel. The
heat transfer from the brakes into steel wheels is regarded as being more severe than that with of light alloy wheels. In
the case where the vehicle manufacturer’s replacement wheel is designed for a defined air circulation from the brake
through the wheel ventilation holes (for example by ‘windmilling’ effect) and where the area of the ventilation holes,
in a pattern part replacement wheel, is smaller than the corresponding vehicle manufacturer’s replacement wheel, a
comparison test shall be carried out to evaluate the brake efficiency.

The test shall follow the requirements of Regulation No 13, appendix 4, paragraph 1.5. Type I — Fade test proce-
dure. The criterion is the brake temperature. The maximum temperature measured (discs, drum) using the vehicle
manufacturer’s replacement wheel must not be exceeded with the wheel to be approved.

Any hubcaps normally fitted are to be taken into account.

Wheel fixing

The use of vehicle manufacturer’s replacement wheel fixing components is recommended. Any special wheel fixing
components shall allow fitting of the pattern part replacement wheel without requiring any additional change. The
basic number of wheel fixings, for example 4 holes, 5 holes and so on, shall not be changed. Wheel fixings shall not
foul other components, for example, brake components. Regarding wheel bolts, nuts and studs, the length of thread
engagement shall be the same as achieved by the vehicle manufacturer’s replacement wheel and wheel fixings. The
profile of the bolts/nuts shall be compatible with the profile of the location hole in the approved wheel. The material
used for the wheel fixing components shall be at least equivalent to the vehicle manufacturer’s replacement wheel
fixing components.

Use of vehicle manufacturer brake component profiles and wheel caliper is recommended. However in-service monitoring is necessary
because of possible change of brake parts and/or OE-wheel calliper during the vehicle production run.
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In the case where wheel accessories are provided, any necessary special tools for mounting and demounting shall
also be provided.

Where different wheel fixing components are supplied, they shall be detailed in the information required by para-
graph 1.2, and any necessary special fitting tools shall be provided.

External projections

The approved wheel when fitted to the vehicle, together with any necessary wheel accessories, shall not create any
danger. The requirements of Regulation ECE-R26 shall be respected.

Miscellaneous

The test report shall contain the details and results of the tests carried out. It shall confirm that the tested wheel
meets the requirements.

Wheel Caliper contour

Line outside the Wheel
Caliper contour

Line inside the Wheel Caliper contour

Figure 1 — Wheel inner contour including examples of inside and outside situations
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