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_ Executive Summary 

Secretary of Transportation, Elaine Chao directed the Federal Aviation Administration 
(FAA), Office of Audit and Evaluation (AAE) to investigate a U.S. Office of Special 
Counsel (OSC) whistleblower disclosure (OSC File No. DI-17-1298) referred on July 11, 
2017. AAE is an independent office with the statutory authority to conduct i.nipartial 
investigations of aviation safety-related whistleblower disclosures. This disclosure, 
regarding improper approval of aircraft being operated under 14 CFR Part 135 and 
invalid aircraft registration, was submitted by a confidential whistleblower employed by 
FAA's Flight Standards Service (AFS) in Washington DC. 

The wbistleblower alleged that: (1) Aviation safety inspectors are improperly approving aircraft 
that are prohibited from being operated for hire or common carriage for commercial operations 
under 14 CFR Part 135; and (2) Aviation safety inspectors have failed to ensure that all aircraft 
operating in the national air system have valid aircraft registration. 

Our investigation confirmed the allegation that aviation safety inspectors (ASI) are improperly 
approving aircraft for addition to Operations Specifications (Ops Specs) under 14 CFRPart 135 
without appropriately reviewing the exemptions of the aircraft. We identified nine Principal 
Inspectors responsible for five aircraft fleet types operating under Part 135. When interviewed, 
all were unaware of their requirement to review exemption limitations prior to approving the · 
aircraft for addition to the Ops Spec. Two of the nine were made aware of the concern by the 
whistleblower when the whistleblower emailed them in August 2016. Though approvals from 
the Aircraft Certification Service (AIR) may exist to mitigate the limitation of an existing 
exemption, without a physical inspection of every aircraft with an exemption that was added to 
the Ops Specs of a Part 135 operator, it is unclear how many aircraft are operating in the 
National Airspace System (NAS) without mitigations to remove exemption limitations. 

Additionally, we confirmed that some aircraft are ·operated in violation of the regulations after 
the registration has expired. Title 14, CFR § 47.45 requires that the holder of an aircraft 
registration certificate notify the FAA of a change of address within 30 days. This is usually an 
overlooked, inadvertent violation by aircraft owners. However, FAA developed the requirement 
to register an aircraft every three years in response to requests by government and law 
enforcement agencies to provide more accurate and up-to-date aircraft registration information. 
Based upon the large number of aircraft that }).ave been identified by the wbistlebfower, it 
appears that the registry has failed to take sufficient steps to ensure that aircraft can be located 
and that ownership can be accurately identified and contacted. These process shortcomings 
introduce an unknown level of risk to the NAS and contrary to regulatory requirements. 

AAE issued five recommendations for corrective action to_, FAA's Associate 
Administrator for Aviation Safety (A VS-1) on September 5, 201 7, and received his concurrence 
on September 18, 2017. The FAA will establish a task force to conduct analyses of 
approximately 1,000 ex.emptions and records for over 11,000 aircraft operating under Part 135, 
and will :finalize a comprehensive corrective action plan by December 1, 2017. The plan will 
include the provision of appropriate guidance for FAA inspectors and air operators. 
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Additionally, A VS will develop plans for a multi-level active enforcement prngram to identify 
and address inaccurate aircraft operators and airmen records by December 1," 2017. 

Detailed Findings 

Allegation 1: Aviation safety inspectors are improperly approving aircraft that are 
prohibited ft-om being operated for hire or common carriage for commercial operations 
under 14 CFR Part 135. 

Findin2: Substantiated. 

When interviewed, the whistleblower stated that he was vetting 
Ops Specs, which identified aircraft used for Part 135 (commercial) operations, when he noticed 
that some of the Cessna 560XL aircraft listed on the Ops Specs were exempt from requirements 
of 14 CFR §25.813(e) pursuant to exemption 8621. 14 CFR §25.813(e) is a safety regulation 
pertaining to emergency exit access for aircraft passengers and states, ''no door may be installed 
between any exit, such that the door crosses any egress path (including aisles, cross aisles and 
passageways." If granted an exemption, an aircraft owner can install interior doors that limit 
access to the aircraft's emergency exit. However, exemption 8621 includes specific conditions, 
that the aircraft is designated as ''private, not for hire" and that the aircraft cannot be operated for 
hire or offered for common carnage under Part 135. 

The whistleblower also spot-checked two other ·certificate holders and found additional Cessna 
. 560XL listed on Ops Specs that are subject to the limiting condition of exemption_ 8621. The . 
whistleblower provided the information to his FAA management in the Special Emphasis 
Investigation Team (SEIT) on August 31, 2016. Those managers wrote management personnel 
at the Atlanta Aircraft Certification Office, certificate management and safety oversight section, 
requesting information on the approved configuration. Guidance was sent indicating that the 
aircraft could be operated in a Part 135 operation provided that the doors are physically locked 
open at al1 times, and that a maintenance action is required to lock the doors open, such that a 
passenger would not be able to unlock the lock mechanism and close the door. SEIT 
management gave the whislleblower permission to notify the principal inspectors of the · 
interpretation to ensure that the aircraft they were adding to the Ops Specs had the door locked 
open mechanism. 

In September 2016, the whistle blower- wrote SEIT management indicating that FAA has granted 
seventyRone exemptions from 14 CFR § 25.813(e). The whistleblower suggested that an . 
Information for Operators-(JnFO1) be issued, and prepared·a draft (Attachment 1) which would, 
be distributed to all Part 135 operators. 

1 An InFO contains valuable information for operators to help them moet certain administrative, regulatory, or 
operational requirements with relatively low urgency or impact on safety. See FAA Order 8000.91 establishing the 
method for sending information to operators in a timely manner. 
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In late September 2016, SEIT management concurred with the InFO draft prepared by the 
whistleblower and encouraged the whistleblower to proceed with InFO publication. The 
whistleblower also had the regulatory authority to submit the InFO as a safety recommendation2

, 

or he/she could have taken the issue to the. Air Transportation Division for resolution. When 
questioned why this course of action was not pursued, the whistleblower stated that he/she bad 
already informed management. Thus, the whistlcblower chose to tak~ no further action. 

AAE investigators reviewed the FAA Automated Exemption System (AES), identifying seventy­
one granted exemptions to 14 CFR 2S.813(e). Of these, only twenty-four were issued to eleven· 
aircraft fleet types eligible to be used by a 14 CFR 135 operator. 

A search ofFAA's Web Based Operations Safety System (WebOPSS) reduced the total number 
of possible aircraft fleet types to nine, and identified the. number of potentially affected aircraft as 
600. Sampled review of individual aircraft airworthiness certificates further reduced the number 
of actual aircraft fleet types found on 14 CPR 135 Ops Specs to five fleet types (BD700-1Al0, 
BD700-1Al I, CE~560XL, CE-750, and GVI), totaling 397 aircraft. . 

The sampling methodology is as follows: 

AC Type #SamQled ¾SamQled #NFH or cc1 ¾NFH or CC 

BD CL-600-2Bl9 8/10 80 0 0 

BD BD-700-lAlO 33/70 47 25 75 

BD BD-700-lAll 37/47 79 35 · 95 

Cessna 560XL 107/142 75 36 34 

Cessna 750 115/120 96 . 44 38 

DA Falcon 7X 4/13 31 0 0 

DA Falcon 900 & 900EX 13/70 19 0 0 

DA Falcon 2000 & 2000EX 26/110 24 0 0 

GVI 9/18 50 1 11 

2 FAA Order 8020.17, FAA' s Procedures for Handling FAA and International Safety Recommendatioris is used to 
identify and correct safety deficiencies in the NAS. Aviation Safety Recommendations can be submitted by any 
FAA employee, and no FAA employee may prevent the recommendation from being submitted to FAA' s Office of 
Ac:cideµt Prevention (A VP), or alter the content of the submission without the author's consent. The infonnation 
may be reviewed by the author's rupervisor or other subject matter experts, but such a review is not required, 

3 Not for Hite or Common Carriage - (NFH or CC) 
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The investigation further determined that the BD700-1A10 and BD700-1Al 1 fleet types had a 
Supplemental Type Certificate (STC) issued which provided for the use of aircraft with a · 
14 CFR 25.813(e) exemption for hire or in common carriage. To affect this, the cabin doors in 
question must be deactivated or non-operational to allow the private use limitation to be 
removed. The STC sets out specific requirements to deactivate or make the doors non­
operational and required aircraft logbook documentation that the work was completed. 

The investigation found that it was possible that some Cessna aircraft (560XL and 750) may 
have an exemption listed on aircraft airworthiness certificates for modifications that were not 
made to the aircraft. According to communication from Cessna, their past practice was to list all 
exemptions the airframe was eligible for, whether installed or not. This practice was stopped 
following the Cessna merger with Beech. 

Interviews were then conducted with the Principal Maintenance Inspectors (PMI) with the 
greatest risk exposure based upon the numbers of each aircraft fleet type overseen. 'fltjs included 
the PMls (and two Principal Avionics Inspectors) for seven of the largest Part 135 operators. 

Though approvals may exist for the mitigation of exemption limitations, we found that 
maintenance ASis are not sufficiently familiar with the requirement to review exemptions . 
associated with each aircraft prior to adding aircraft to a 14 CFR .135 certificate. Only 22 % (2 of 
9) of those interviewed were aware of a responsibility to determine whether exemptions on 
aircraft airworthiness certificates needed to be considered prior to adding an aircraft to an 
operator's Ops. Specs. The 22 % that were aware only became aware after they were contacted 
by the whistleblower in 2016. 

All interviewed stated that FAA guidance on the requirement was either weak or did not exist. 
However, FAA Order 8900.1, volume 10, chapter 9, section l, table 10-9-IC documents a 
requirement to "check the applicability of exemptions/deviations from the Type Certificate Data 
Sheet (TCDS) or other certification document." This requirement appears to be mislabeled since 
it is in a section for Export Certificate of Airworthiness and the aircraft in .question wern not 
being readied for export. 

Allegation 2: Aviation safety inspectors have failed to ensure that all aircraft operating in 
the National Airspace System have valid aircraft registration. 

Findings; Substantiated, in part. 

Background 
Effective October 1, 2010, aircraft owners are required to re-register their aircraft every three 
years. The re-registration of all aircraft occurred between October 1, 2010 and. December 31, 
2013, updating the U.S. Civil Aircraft Register with current data derived from recent contact 
with aircraft owners. At the time the rule was published in the Federal Register, FAA personnel 
at the aircraft registry estimated that one-third of the 357,000 aircraft records it maintained were 
inaccurate. The new requirement was in response to government and law enforcement agency 
requests to provide more accurate and up-to-date aircraft registration information. 
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Section 47.45 requires that the holder of an aircraft registration certificate·no1ify the FAA of a 
change of address within 30 days. This is an often overlooked, inadvertent violation by aircraft 
owners. Approximately six months before an aircraft's registration expires. the Aircraft Registry 
mails a notice with instructions to the owner using the mailing address of record. If renewal has 
not occurred two months prior to expiration, a second notice is sent to the owners. If aircraft· 
registration has expired and a renewal certificate has not been issued, received and placed in the 
aircraft, the aircraft is without authority to operate. If a renewal notice is returned to the Registry 
as undeliverable, a copy is placed in the registry file. Once the registration has expired, the 
Registry sends a letter notifying the owner that the aircraft registration and airworthiness 
certificates no longer support the aircraft's operation, that the aircraft registration number is no 
longer authorized for use, and its assignment to the aircraft is scheduled for canceUation 60 days 
from the date of the notice. However, we were not able to identify instances in which the 
aircraft registration number was cancelled solely due to an expired registration. 

ASis as part of their routine duties, do ensure that all aircraft operating in the NAS have a valid 
registration. However, the primary responsibility for current aircraft registration remains with 
personnel at F AA's Civil Aviation Registry who manage the permanent records for aircraft and 
airmen registration. 

The FAA has processes in place once an aircraft bas been identified and reported as operating 
with an expired registration. However, it has limited resources to proactively identify aircraft 
that have expired registrations beyond correspondence sent to the last known address provided to 
the registry by the owner. 

On numerous occasions, the whistleblower has provided lists of aircraft operating in the NAS 
without a valid registration to his management team. Our investigation determined that the 
wbistleblower first brought such a list to the attention of SEIT management in August 2016. In 
September 2016, the whistleblower provided a list of additional aircraft. After discussions, the 
FAA's Office of Security and Hazardous Materials Safety~ Enforcement Assistance 
Program (LEAP) Manager- and SEIT Manager--developed aiiocess in 
which the SEIT management official will forward the wbistleblower's findings to for 
coordination throughout ASH. This corresponds to a Memorandum of Understanding (MOU) 
between ASH and FAA's Office of Aviation-Safety (AVS) which states that FAA investigative 
personnel will promptly notify the applicable LEAP office of any other potential violations that 
fall within ASH's responsibility, such as aircraft registration discrepancies that surface as a result 
of an inspection or investigation for which AFS has regulatory responsibility. There are 
approximately 20 personnel FAA-wide whose daily duties include aircraft registration issues. 

Additionally, Special Agents assigned to FAA• s ASH, Investigations and LEAP Division 
conduct ••ramp checks" frequently. For instance, in FAA's Eastern region, personnel conduct 
inspections at 25-30 auports and 150-200 aircraft per month in a proactive effort to ensuring 
aircraft are properly registered. Additionally, on at least a quarterly basis, LEAP personnel, 
along with ASls, SEIT and law enforcement personnel conduct operations to inspect aircraft 
operating into or out of the country. Such an inspection includes reviewing for valid aircraft 
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registration. Typically, LEAP personnel visit 3-4 airports and inspect about 75-100 aircraft in 
two to three days. 

For example, the whistleblower provided a list of aircraft operating with expired registrations as 
· of July 1, 2017. At our request, LEAP special agents used law enforcement resources to identify 
the aircraft owners and bring them into compliance. All of those contacted indicated that their 
corporate addresses bad changed, and they were unaware they were operating in violation of the 
FAR. Of the three aircraft identified in the July 11, 2017 OSC referral (N552QS, N553QS and· 
N601 QS, OSC referral, paragraph 1, page 3), two of these aircraffwere operating under "pink 
slips" in which the aircraft registration ended as prescribed by §47.41 (e.g., expiration,· 
destruction, etc.) and the N-number is no longer authorized for use, however, there remains a 90-
day temporary operating authority of the second or "pink" copy of the Aircraft Registration 
Application following ownership transfers under §4 7 .31 ( c )) . All three aircraft are current in 
their registration and were brought into compliance prior to the OSC referral. 

Except for criminal cases such as smuggling or other illegal op~tions1 most of the violations of 
expired registration have been technical, inadvertent, or unintentional .. In and of itself, an 
expired registration does not necessarily increase risk in the NAS. However, when the agency 
does not know the location of the aircraft, the owner of the aircraft, or whether the aircraft might 
be attempting to deliberately circumvent the regulations, then the level of risk is increased. 

In 2013, a Department of Transportation (DOT), Office of Inspector General (OIG) audit report 
cited the fact that FAA relies on each aircraft owner to validate that the information on his or her 
aircraft, including make, model, serial number, and the owner's physical address in the registry is 
current. The. OIG found that FAA lacks formal quality control procedures for the Registry. 
Among other recommendations, OIG recommended to FAA that it develop procedures for 
periodic reassessments of aircraft and airmen data to improve and maintain data integrity. The 
F AA's response to this audit advised OIG that the agency does not believe the recommended 
establishment of a scheduled periodical reassessment procedure offers sufficient improvement to 
be worth the investment of resources that would be required. The FAA partially non-concurred 
with this recommendation, and AFS presented evidence to suggest that such a process was not 
needed and that sufficient corrective action was occurring. (See O/G report, FAA 's Civil 
Aviation RegisLry Lacks Information Ne,ededfor Aviation Safety and Security Measures, Report 
Number Fl-2013-1()1, June 27, 2013Attachment 2) · · 

However, it appears that FAA's·partial non-concurrence with the OIG recommendation was 
premature, as the whistleblower has identified numerous aircraft operating with expired 
registrations. Based upon the whistleblower's substantiated allegations, it appears that the 
corrective actions identified by AFS in 2013 have not been successful. 

Recommendations and Corrective Actions: 

On September 5, 2017, we made recommendations for corrective action to _ , FAA's 
Associate Adminhitrator for A viatiori Safety (A VS-1 ). We received A VS' s response on 
September 18, 2017. The recommendations and A VS' s plan for correction are as follows: 
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Recommendation 1; Develop a Co"ective Action Plan, with firm due dates, which requires 
PMis to review the exemptions· on the airworthiness certificates for all aircraft currently 
overseen to determine 1) whether exemptions on each aircraft ail'HIOrthiness certificate are 
appropriate (the modifications identified in the exemption were made) and 2) whether any 
aircraft has a limitation preventing use in .14 CFR 135 operations. If an aircraft has a 
limitation preventing aircraft use under 14 CFR 135 operationsJ tktermine if a subsequent 
STC allowed for the removal of any private use limitation, and that appropriate 
documentation showing STC compliance was made. 

A VS Response: Concur. This is a complex issue that wi11 require extensive analyses to 
understai:id the scope and the impact of all exemptions currently in active use for 14 CFR 
parts 23 (Airworthiness Standards: Normal Category Airplanes), 25 (Airwortlriness Standards: 
Transport Category Airplanes), 27 (Airworthiness Standards: Normal Category Rotorcraft) and 
29 (Airworthiness Standards: Transport Category Rotorcraft). There are currently over 1,000 
exemptions within these 14 CFR parts, requiring a labor~intensive review of each one to 
detennine ifit allows conditions or limitations that could impact compliance with 14 CFR 
part 135 (Operating Requirements: Commuter and on Demand Operations and Rules Governing 
Persons on Board Such Aircraft) operations. Once these have been identified, we then need to 
detennine if the limitation or condition impacts the operation of the air<,1:afl, what needs to be 
done to address it and if correction is needed, can the aircraft continue to operate and if so, for 
how long and under what conditions, etc. 

The exemption identified in this complaint", allows the Cessna Aircraft Company to install 
interior doors between passenger compartments in the Cessna Model 560XL aircraft. The 
affected rule (14 CFR 25.813(e)5) states: · · 

No door may be installed between any passenger seat that is occupiable for takeoff and 
landing and any passenger emergency exit, such that the door cross.es any egress path 
(including aisles, crossais1es and passageways). 

This. exemption required this operating limitation to be added to the Airplane Flight Manual: 

The airplane must not be operated for hire or offered for common carriage. This does 
not preclude the operator from receiving remuneration to the extent consistent with 
14 CPR parts 125 and 91, subpart F, as applicable. 

As we know, 14 CFR § 13S.l 78(f)6 operating rcgulatiori prevents the unsafe condition this 
ex.emption allows, and states in part: 

4 Attachment 3 --: Exernpti.on 8621.pdf 

5 Attachment 4 - CFR-20i7-title14-25.813.pdf 

6 Attachment 5 - CFR-2014-title14-vol3-sec135-178.pdf 
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(:t) Emergency exit access. Access to emergency exits must be provided as follows for 
each passenger-carrying aitplane: 

(1) Each passageway between individual passenger areas, or leading to a Type 1 or 
Type IT emergency exit, must be unobstructed and at least 20 inches wide. 

The exemption and the requirements of14 CFR § 135.l 78(f) appear to conflict in this case and 
could raise the question as to whether the aircraft is being operated in compliance with either the 
current air operators certificate or the exemption. Once the determination that the aircraft is 
being operated in full compliance of 14 CPR§ 135.178(£) is made, our concern is now whether 
the aircraft meets the requirements of its Type Design as airworthiness exemptions are explicitly 
granted as part of the aircrafts airworthiness. 

To accomplish the required analyses and detennine the scope and applicability of the analysis to 
aircraft currently in use for J 4 CFR part 13 5 operations, will require the formation of a dedicated 
team of specialists to review each exemption, identify the applicable aircraft make, model, ·series 
and whether it imposes an adverse impact or potential noncompliance in 14 CFR part 135 
operations. This team will include members of the Flight Standards Service and the Aircraft 
Certification Service. 

Once the exemptions have been reviewed and their potential impact to 14 CFR part 135 
operations has been determined, a comprehensive search for aircraft currently used in 14 CFR 
part 135 operations (about 11,041 aircraft) will be conducted to identify the applicable aircraft 
and companies (5,331 active certificated 14 CFR part 13 5 Air Operators). 

At the completion of the analysis, we will be able to establish the baseline for the continuing 
efforts to determine the airworthiness actions neces$ary to ensure the safety of all aircraft, with 
exemptions, currently operating in 14 CFR part 135 operations. While it is difficult to specify, 
with any certainty, what the continuing actions will be before the analysis is completed, these 
actions may include: 

1. Issuance of Aiiwortbiness Directives. 
2. Targeted inspections of identified aircraft by FAA assigned Principle Inspectors. 
3. Letters to air operators requiring them to demonstrate compliance with part 135 within 

a specified number of days: . 
4. Corrections of aircraft airworthiness certificates that inay list an exemption that is not 

applicable to the aircraft fot which it was issued. 
5. Removal of exempted aircraft :frortl part 135 operations until they can be brought into 

full compliance for these operations. 
6. Review of any Supplemental Type Certificates (STC) that may have been applied to the 

aircraft to· ensure continued compliance for part 135 operations. 

This action plan will resolve the whistleblower's concerns for all aircraft currently in use for 
14 CFR part 135 operations, the actions to answer recommendations 2, and 3 will address these 
same concerns for additional/new aircraft being added to 14 CPR part 13 5 operations in the 
future. 
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Guidance, is currently in draft, that addresses the review of all exemptions when considering 
whether an airplane can be added to an air operators certificate. This is further explained in the 
responses to recommendations two and three. 

When analysis and the scope of the work to be completed has been determined, a comprehensive 
action plan will be developed. We will complete the comprehensive action plan by December 1, 
2017. . 

Recommendations 2 and 3: Revise FAA Order 8900.1 to provide better clarity on A.SI 
responsibilities to review limitations placed on aircraft as a result of limitations in associated 
exemptions and establish procedures to ensure exemptions are reviewed prior to aircraft 
addition to 14 CFR 115 Op Specs. 

AVS Response: Concur: It must be remembered, it is always the air operator's responsibility to 
ensure their aircraft are in compliance with their operating rules, as such, guidance has been 
drafted for both the industry and FAA inspectors to mitigate the gaps found when adding an 
aircraft to an air operators certificate. The draft guidance will enter our review process which 
includes soliciting comments ·from FAA inspectors. After the conclusion of this proces.!:,, we will 
publish an Information for Operators (lnFO), addressing the adding of an aircraft to an air 
operators certificate, and an associated Advisory Circular (AC) to the public outlining the 
changes and requirements for adding aircraft to their .operating certificates. The timelines for . 
publication of these documents may vary, however, our goal for project completion is within 
6 months from September 30, 2017. 

Recommendation 4: Have personnel in AFS-200 review the InFO prepared by the 
whistleblower to determine'whether it is appropriate for publication, and ensure that it is 
published in a timely manner, 

Concur: The conteij.t in the supplied JnFO cites language from the FAA Order 8900.1 (Flight 
Standards Information Management System) that is outdated and is currently in the process of 
being updated. Publishing the current information in .the InFO, as written., would only serve to 
promulgate known outdated information. as well a:s being limited to only one exemption issue. 
When the guidance materials have been updated, and the analysis in recommendation 1 is 
complete, we will publish an InFO that addresses all of the identified exemptions that impact 
current 14 CFR part 135 operations. 

We also propose to publish a Notice directed at PI's to ensure the future aircraft additions to 
operator's operations specifications are reviewed with a specific focus on any airworthiness 
exemptions and the compatibility of any associated Conditions and Limitations with the intended 
operations of the aircraft. We will publish the JnFO and the Notice by September 1, 2018. 

10 



Recommendation 5: In the June 27, 2013 DOT O/G Report, JiAA 's CivilAviation Registry 
Lacks Information Needed for Aviation Safety and Security Measures, Report Number FI-
2013-101, OJG recommendations 1, 2, and 3 (page 10), all pertain¢ to enhancing the 
accuracy and. integrity of the

0
information contained in the registry, Bused on the volume of 

aircraft identified as operating in the NAS with trXpired registration .(as provided by the 
whistleblower), it is clear that the registry does not have sufficient processes or personnel to 
maintain a robust and accurate registry. The FAA needs to implement these 
recommendations in a manner which addresses the recommendations' full intent, to include 
sufficient quality control processes. 

Concur: The FAA is evaluating additional actions that could be taken to further enhance the 
accuracy and integrity of the information contained in the registry. Specifically, to the 
recommendations in the 2013 DOT OIG Report: 

OIG recommendation 1. Develop procedures for periodic reassessments of aircraft and 
airman data to improve and maintain data integrity. 

Response: Aircraft owners are-required to re-register their aircraft every three years. The 
aircraft data is reviewed during the re-registration process. The Registry updates its airman 
data from data submitted when an airman updates their medical certificate. The FAA is 
evaluating prncedural enhancements that would address registry records in cases where a 
safety risk is identified. 

OIG recommendation 2. Issue policy or regulations that clarify frf/ormational 
requirements for registration of aircraft awned by trusts for non-citizens. 

Response: FAA published a policy clarification concerning registration of aircraft owned 
.by trusts for non-citizens, in the Federal Register on June 18, 2013. 

OIG recommendation 3. Develop procedures to ensure that airman addresses are kept 
current. 

Response: Concerning airman data, the Registry acquired software to standardize an 
address using the rules established by the US Postal Service (USPS). It also checks if the 
address is valid; i.e. street, city, -state and zip ·code; by checkmg against a data base of 
addresses provided by the USPS. We intend to partner with other offices within the Flight 
Standards Seryice (AFS) an,d the Office of Security and Hazardous Materials (ASH) to 
develop plans for a multi-level active enforcement program to identify and address 
inaccurate aircraft operators and airmen records. We will complete a plan of action for this 
effort by December 1. 2017. 
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Investigation Methodology 

The investigation was conducted under the authority of the FAA Office of Audit and Evaluation 
(AAE), pursuant to Title 49 U.S.C. § 106(t) and FAA Order l lO0J 67B. 

Investigative Team: 
• _ 11111, Jr., .Senior Investigator/ Aviation Safety fuspector, Office of Audit and 

Evaluation 

• 
• 

, Investi.gator/Aviation Safety Inspector, Office of Audit and Evaluation 
, Senior Technical Advisor, Office of Audit and Evaluation 

The investigative team analyzed records and documents obtained from the whistleblower, as well 
as hundreds of records including memorandums, emails, and FAA guidance, policy, regulations, 
orders and notices, hundreds of records related to aircraft exemptions, aircraft registrations. In 
addition, interviews or discussions of policy and practice were conducted with the following 
individuals: 

• The confidential whistleblower 
• Principal Maintenance Inspector (PMI) Exclusive Jets (CE 

560XL) 

• - • PMI for Sunset Aviation LLC (7SSA) (GVI) 
• PMI for XOJet Inc, A WK.A (CE 750) • •- P:MI for Delta Private Jets Inc. (CVGA).....:... (CE 560XL) 
• - PMI for Executive Jet Management Inc. (CWQA) (GVI) 
~ P:MI for NetJets Aviation Inc.) DXTA-(BD700-1Al0, BD700-1Al I, 

CE 560XL, CE 750) • 1111:- PMI for Zetta Jet USA Inc. (llDA) (BD700-1Al0) 

• - • Principal Avionics Inspector (PAI) for NetJets (DXTA) 

• - • PAI for Sunset Aviation LLC (?SSA) 
• - • Manager,· Aviation Security and Special Activities, Special Emphasis 

Investigations Team (SEIT) 
• , Manager, Safety Risk Management Division, SEIT 
• , Supervisory Aviation Safety Inspector, SEIT 
• Program M~ager, LEAP ASH 
• Special Agent, ASH 
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Attachment 1 





Office of Inspector General 

Audit Report 

FAA'S CIVIL AVIATION REGISTRY LACKS 
INFORMATION NEEDED FOR AVIATION 

SAFETY ANO_ SECURITY MEASURES 

Federal Aviation Administration 

RepoJt Number; F/-2013-101 
Date Issued: June 27, 2013 



0 Memorandum 
U.S. Department of 
Transportation 

Office of the Secretary 
of Transportation 
Offrce of lnopector Gune,al 

Subject: ACTlON: Report: FANs Civil Aviation Registry 
Lacks Inf onnation Needed for Aviation Safety and 
Security Measures 
Repo1t Number FI-2013-101 

Frolll: -

Assistant Inspector General for Financial and 
Infomiation Technology Audits 

To: Federal A vintion Administrator 

Date: June 27, 2013 

Reply to JA. _
20 Attn. ot: 

As part of the Federal Aviation Administration· s (FAA) safety mission, its Flight 
Standards Service1 (AFS) maintains the Civil Aviation Registry to ensW"e that 
unqualified aircraft owners and airmen" do not receive aircraft registrations or 
licenses. FAA uses the Registry to process and 1naintain ownership registrations 
on 350,0003 private and commercial aircraft and records on pilots' licens~s. The 
Regist1y, which contains personally identifiable infon:nation (PII), also serves as a 
source of information for other Government agencies, including those responsible 
for homeland security and investigations of aviation accidents and other .incidents. 

We initiated this audit because of cong,L'essional concerns over aviation saf e.ty and 
the security of the into1mation that FAA maintains in the RegistTy. 01,1r objectives 
were to determine whether (I) aircraft registrations and pilot certifications include 
the infonnation needed for FAA to ensure aviation safety, (2) security controls 
keep the Registry secure from unauthorized access, and (3) contingency plans are 
sufficient to recover the Registry system in the event of an emergency. 

To conduct our work, we interviewed officials from FAA's Flight Standards 
Service and A v:tation Safety Office of Quality, Integration, and ExecutJve 
Services. We reviewed laws govenling aircraft registration and pilot certification 
and examined FAA's policies and procedures on the Registry's operations. We 

1 AFS p1umotes sate uir transp11Iilltiou b}· st'l1ing slundnrds for certi licrttion and over~ight of pilots: air carrien; includi11g 
m~io1· airlines, regional cuniers and cargo cHJricrs; !light ~d10ols and training centers: umi management of the 
information systems of recmd for piloL~ and all ~'ivil aircraft. 
'Individuals certified by FAA's Ainnan Ce-1titkalion Bnncl11mder !4 C'FR Aeronautics and Space~ 61. 63 and 65. 
3Thc. munb~r ot'U.S. civil aircraft 1-egiste1-ed as of August 2012. 
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also assessed FAA' s compliance with Department of Transportation (DOT) policy 
on maintenance of infonnation systems' confidentiality and availability. We 
conducted this audit betvveen January 2011 and April 2013 in accordance with 
generally accepted Government auditing standards. Exhibit A further details our 
scope and methodology. 

BACKGROUND 

AFS manages the Registry-located in Oklahoma City, Oklahoma-which 
consists of two databases, one on aircraft and the otber on aim1en. For aircraft, 
AFS accepts applications for and t'naintains permanent records on the registrations 
of all civil aircraft. Title I 4 (Aeronautics and Space) of ·the Code of Federal 
Regulations (CFR) requires the application to include the aircraft's make, model, 
and serial number; the applicant's permanent address; and documentary proof­
such as title of ownership or bill of sale--that the applicant owns the aircraft. Each 
applicant for registration must also certify that he or she is a citizen of the United 
States and that the aircraft is not registered under the laws of any other country, 

. . 

AFS reviews each applicant's information and issues Certificates of Aircraft 
Registration to applicants who meet requirements.4 

· 

FAA regulations also allow the re.gistrati on of aircraft owned under trusts, 5 which 
allow non~ U.S. citizens to have their aircraft registered on FAA 's Registry. To do 
this, an aircraft owner wiH create a trust agreement that transfers the aircraft's title 
to an American trustee. The trustee, who may be .an individual or organization, 
will register the aircraft m1der his/her or its name. Th.e agreement will also identify 
the beneficiary or person who can use the aircraft. The owner and the beneficiary 
are frequently the same. person. 

In July 2010, to ensure that aircraft owners provide accurate information for 
Registry reco\·ds, FAA issued a rule on aircni.ft re-registration6 and registration 
renewal .. Uie rule · requires the. re-registration of all civil aircraft - by 
December 31, 2013, 1µ1d enables FAA to cancel the registi-ations of aircraft that 
are not re-registered by this date, After it1itia1 re~registration, all aircraft 
registrations must be renewed every 3 years. 

'Title 14, Section 4 7.5 of the CFR n~tual!y stntes thi1t tht' Ce11ifican: of Aii·oraft Regish·dtion is i~sl1ed .. to the pe1~on 
wbo aiipcars to be thcowncr"(ernphasis added) oftlie aircraft. · 
'A trust is a legal entity c.-ented hyone party, the ow11er and trnstor, through which a s.::colld parl)i, tbe tru~tee, holds IJ,e 
title to the truster's asset$ or property for the benefit of n lhird parry, the beneficinry. The. 1rnstor/owuer may also l)e a 
trustee nmVor one of the beneficiaries. 
0Re-rcg.;stratioll will take place bet,,Yce11 Oct\lber I, 2010, and Dece111her 31, 2013. All o,vne1-s are reqt1ired to r~• 
regislilr by predeteimined quaiterly dates bl!Sed on the innnth oforigin~I registmtion. Fi1·st-time registrations issued (Hl 

or atts:r October J, 2010, nlso ex11ir.:, att~r 3 years." 
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CFR 14 also requires all persons who operate aircraft in the United States to obtain 
and maintain a valid pilot's certification. AFS accepts applications for pilots' 
ce.rtifications and maintains pennanent records on the certifications in the 
Registry's pilot database. An applicatjon for a pilot's certification includes the 
applicant's social security number and date of birth, a record of pilot flight time, 
and the basis for the application -such as te-st results or graduation from approved 
courses 7• FAA uses designated ex.aminers8-private individuals who act on FAA 's 
behalf-to review and approve the applications, and ~A.FS's Registry examiners 
review approved applications and issue certifications. FAA contracts with a 
vendor who furnishes the facilities, management, personnel, equipment, and 
materials necessary to produce and mail pilots' certifications. 

RESULTS IN BRIEF 

FAA's Civil Aviation Registry lacks accurate and complete inf01mation needed 
for aviation safety and security measures. The Registry lacks information on 
registered aircraft, owners--including non,-U.S. citizens-and their compliance 
with FAA regulations. F AA"s regulations require owners to periodically update or 
correct the infonnatio.n in their Registry records, but the Agency does not check 
these re-registrations against the original records to ensure accuracy and regulatory 
compliance. We found· inc-0mplete registrations for about. 5,600 aircraft, or 
54 percent, owned under trusts for non-U.S.·citizens. As a result, FAA has been 
unable to provide inforinaticm on these aircraH to foreign 1:nrthorities upon request 
when U.S. registered aircraft are involved in accidents or incidents in foreign 
countries, as required by the Convention on Intemational Aviation. FAA's 
Registry similarly lacks complete information on pilot certifications, which makes 
it difficult for law enforcement officials to use the Registry to conduct security 

screenings req1..1ired by the 4itelligence Reform and Terrorism Prevention Act of 
2004 (IRTPA) or to detect pilots who provide false inforri1ation. These data 
weaknesses largely stem from FAA' s lack of formal quality control procedures to 
regularly reassess the integrity of the Registry's data and infoin1ation systems. 

FAA has not implemented .needed sectU·ity controls over the· Re-gistry's 
configuration and account management to mitigate the risk of unauthorized access 
to Pll. FAA maintains it is not responsible for information voluntarily submitted to 
the Registry. However, FAA's practices are c.ontrary to Office of Management and 
Budget (0MB) and National Institute. of Standards and Technology (NIST) 
requirements that require protection of PII and emphasize the importance of access 

· controls, up-to-date operating systems, and continuous monitoring. We found 
multiple weaknesses ,ivith. the Registry servers, including outdated operating 

1Submi~sion oflhca dat1 is mandatory. ~xcept for tht Social Security Nw11ber. which is volunlary. 
1Designated eJCaminers exercise die authority of tl1e FAA Administm101· · ro certify and tl.Jlf>rove 'Pilots· t~cords. 
cettiticatiur1s. ,md test result~. 
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systems and no routine monitoring over sensitive data access. FAA is also not in 
compliance with DOT policies calling for PII encryption · and account access 
controls. Finally, FAA does not have agreements in place with. external patties that 
receive registry information to protect PII to prevent unauthorized access, as 
required by the Federal Infonnation Security Management Act (FISMA). 

FAA's recovery plan for the Regi~try does not meet DOT's information 
. technology (IT) secw-ity policy requirements and is inadequate to ensure that the 
system is recoverable after a disaster or other event causing it to be shut-down. For 
exampJe, FAA's test procedures for the Registry's recovery plan did not include 
an alternative processing site for the resumption of Registry functions in case of a 
shut-down. Due to a reorganization of information technology activities some 
years ago and the Registry's complexity, FAA had not yet selected an alternate 
processing site. Lack of testing of the Registly's backup systems at an alternative 
site creates .the risk that FAA will be unable. to resume essential operations after a 
system shut-do'-i\'1.1. 

We are making recommendations to improve the accumcy, security, and reliability 
of the Registry's data. 

FAA'S REGISTRY DOES NOT CONTAIN COMPLETE AND 
ACCURATE INFORMATION ON AIRCRAFT REGISTRATIONS AND 
PILOT CERTIFICATIONS 

FAA does not maintain accurate or complete information in its Regis tty. For 
example, it Jach information on registered aircraft_. owners-including non-U.S. 
citizen8-'--and their compliance with FAA regulations. FAA similarly lacks 
complete inf orrnation on pilot certifications, which makes it difficult for the 
Transportation Se.curity Administration (TSA) and other law enforcement officials 
to use the Registry for required security screenings or to detect pilots who provide 
false infom1ation. A major factor contributing to these weaknesses is FAA's lack 
of fonnal quality control procedures to regularly reassess the integrity of the 
Registry's d.ata and infonnation systems. 

The Registry Lacks Complete and Reliable Information on Registered 
Aircraft and Their Owners and Operators 

The- Registry lacks information on registered aircraft, their owners, and their 
operators that FAA needs for aviation and security measures. We selected a 
random sample of 68 out of 10,292 fixed wing and rotary aircraft registrations and 
found that 37 out of 68 had incomplete registrations. Based on this finding we 
estimate tbat 5,600 or 54.4 percent of aircraft owned under tnists for non-US 
citizens lacked important info1mation such as the identity of the trusts' ovmers and 
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aircraft operators.9 While FAA's regulations require registration applications to 
include copies of all documents that establish these trusts, they require few 
documents that identify the owners who established the trusts and how the trusts 
comply 1,vith regulations. However, w1der the Convention on International Civil 
Aviation, 10 FAA has a duty to provide, upon re.quest from appro_pi-iate foreign civil 
aviation authorities, accurate infonnation on U.S. registered aircraft operated in 
foreign countries. Foreign aviation authorities have brought to FAA 's attention 
numerous accidents, operational el.Tors, and other incidents involving U.S. aircraft 
registered to trusts for non-U.S. citizen beneficiaries. Because the Registry lacks 
information on these aircraft, FAA is at risk of not being able to meet i:ts duty 
under the Convention and answer these authorities' requests for infonnation. FAA 
has taken actions by convening a working group to identify key issues, holding 
public meetings, and issued proposed policy clarification in the Federal Register 
for these types of aircraft registrations, but has yet to conclude work in this are~. 
We are conducting additional audit work on the relationships between these 
trustees and the anonymous 0\',711ers/beneficiaries. 

We also found errors in Registry data. Specifically. 130 of 350,000 aircraft 
registration records in the Registry share make and model information and serial 
numbers with at least 1 other aircraft, making it difficult for FAA and other 
Registry users to identify the true owners of these spec-ifk aircraft. While this is a 
smal1 number of discrepancies, the impact is potentially significant if a serious 
incident occurs and FAA is unable to identify the airc.raft's owner in a timely 
manner. Inadequate quality control proc.edures contribute to such errors. For 
example, FAA does not Check the Registry for duplicate infom1ation or perfonn 
semi-annual reassessments to review the infomrntion in aircraft registrations for 
accuracy or compliance with regulations in accordance with DOT policy. 11 

Instead, FAA relies on each aircraft owner to validate that the information on his 
or her aircraft-including make, model, serial number, and the owner's physical 
address--in the Registry is· current. 

The Registry Does Not Contain Complete and Accurate Information 
on Pilots' Certifications 

The Registry also lacks information on pilots that FAA needs to ensure aviation 
safety. Over 43,000 airmen have received certifications even though they have not 
provided FAA with accur~te pennanent personal addresses. Despite it'> policy, 12 

FAA has permitted pilots· to use business and flight school addresses on !heir 

~Our S,600 estininte hos o precision of +/-1.(127 at tbe 90-p.:rcent confidence level. 
lQKnown as,the Chicago Co11Venlion. it was ~igned on Occ.,mbe1· 7, 1944. 
11 DOT Order l35J.37 D-epnrnnental Cyberse,urity Policy 1"e9t.1ires rhaf System Owtiers perform semi-animal 
reu~~essmentll of the integrity of infurmarion and en~l1re the validity of informa1ion inpulli. 
1 iFA A Order 890() .2 CHG 1, GcnernJ A ,•il!lion Aimmn Oesignee 1-!undbaok. 



6 

applications for certification. As a result, it is . difficult for TSA to locate 
individuals to conduct IRTPA-i·equired pilot screening. These screenings must be. 
complete before FAA can issue pilot ce.rtifications. The Government 
Accountability Office (GAO) recentlr reported on the impact that FAA"s lack of 
data on pilots has on aviation safety 3 and has highlighted the importance of the 
Registry's accuracy for ensuring aviation security. 14 

· 

FAA also does not comply \."v-ith IRTPA's requirements for more secure pilot 
certification documentation. IR TPA requires F Al\. to issue pilots' licenses that are 
tamper resistant, include a photograph of the pilot, and can accommodate a 
biometric identifier .. such as fingerprints. According to FAA officials, however. 
the Agency does not yet require pilots to provide- photographs or biometric 
.identifiers for inclusion in their certifications due to its lack· of expe1tise in 
biometrics and a late start in its preparation to meet the requirement. The 
Department of Homeland Security's Inspector General has reported 15 that bec_ause 
FAA does not require unique identifiers-such as photographs or social security 
numbers--on pilots' certifications, TSA may not be able to identify pilots who 
provide false personal information. on their· certification· applications thereby 
making it easier for individuals using false identities to receive certifications. 

FAA Lacks Formal Quality Control Procedures for the Registry 

FAA does not have formal quality control procedures to conduct regular integrity 
assessments of the Registry's data. DOT policy 16 states th.at Infomrntion System 
Owners-the manager responsible for an information system's operation and 
maintenance-must reassess semi-annually the integrity of both their systems 1. 
infonnation and software. Furthetmore, System Owners must ensure that their 
information systems validate information inputs to ensure that the systems' data 
are · complete, accurate, and valid, and that the systems identify and reject any 
incorrect infonnation. However, FAA has no documentation that describes the 
Registry's quality control requirements for reassessing its data and how those 
requirements correspond with FAA's policy and regulations. 17 

'iGAO. Additional FAA Efforts Could Help Identify and Mitigace Sare!}, Risks, GAO-l 3-36, October 4; 20 !2. 
1
'
1GAO, TSA'~ P.:Oc~i.s for En~uring foreign Flight Students Do N~t Pose a Securily Risk Has Weaknesses, 

OAO-l 2-900T, Jul)· 18, 2012. -
'~DliS, Transpo rtution Security Adminislr1!lio11 (TSA) Ve.i!ing of Airmen Ce11ilic..1tes a11d Gener~) Aviatioo Airport 
Access aud Security Procedw-cs, OJG-1 l-96. July 20 J I. · 
10U.S. Deprutinen1· 01' Trnnspomirion,.Depa.rtmental Cybersec-urity Compendium, Suppleme,11 to DOT O,-d er US l .37, 
June 14, 2011. 
1714 CPR§ 47 (Aircrn1i Rel!istrationl ond § 61, 63 ;md 65 (Airmen Certificulion). 
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THE REGISTRY'S SECURITY CONTROLS ARE INADEQUATE TO 
PROTECT THE REGISTRY'S PII FROM UNAUTHORIZED ACCESS 

FAA's security controls for the Registry's· system: configuration and account 
management do not adequately protect the PII in the system. FAA's controls do 
not comply with DOT policies and put the system at risk fol' unauthorized access. 
Furthermore. FAA does not require the contractor who produces pilots' 
certifications to have the security controls re-quired by FISMA and DOT.policy in 
place. 

FAA's Inadequate Security Controls Put the Registry's PJI at Risk for 
Unauthorized Access 

OI\ifB requires all Federal agencies to implement the security controls necessary to 
prevent inappropriate access to. use, and disclosure of PII. Furthermore, NIST 
specifies the controls for high-impact systems, 18 such as the Registry. For 
example, NIST requires access controls, up-to-date operating systems 19 and 
patche-s, 20 and continuous monitoring. Pilots' certifications contain particularly 
sensilive PII, including social security numbers and personal medic-al information. 
Aircraft records submitted during the ·registration process may also c.ontain PII 
inadvertently included by the registrnnt. However, FAA has not implemented 
security controls that will mitigate the risk of unauthorized access to the Registry's 
PH. We performed a vulnerability assessment21 of Registry systems and noted the 
follm-ving weaknesses: 

• Thirty computer servers, 70 percent, of the 42 that support the Registry, 
contained at least 1 high risk or critical vulnerability--a weakness in an 
information system that could be exploited for unauthorized access. 

• Two servers were running operating systems that were outdated and therefore 
no longer receiving vendor sµpport or patches. 

• Seven servers were missing update patches from 2007 and subsequent years. 

• Access to sensitive Registry data is not monitored. 

Furthermore, we found that FAA did not effectively implement the following 
controls that are required by FJSMA, Otv!B, or DOT policy: 

"A sys~m is considered high impact if its loss of c011fidenria!ity, integrity, or availability is expected to have a severe 
or cu1asrrnphie-a(h•erse effect on orgMizational operation~, organizational £\SSets, or individuals. 
i~An opemting system is.the softw>ire tllnt allows co1npu1er t1~er8 co run applicntions ,~irh Ille JMrdware of a S()~l'ific 
system. Microroft Wim.fows or Apple Computer's OS urc examples.of opernring systems. 
ioPa.tches are sofu.vru·e 1ha1 fixc problems with computer programs, induding system vulnei-abilitids. 
21 A vulnernbility a~sessment is n method of identifying weaknesses p1~sellt in information technology systems by 
e.~,nnin ing the. cur~1 oo-fr.vare wrsions an,;I settings. 
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• PU encryption. FAA does not _encrypt22 Registry data, including PII, on pilots 
and sensitive infonnation inadvertently submitted by owners for aircraft 

. reg(strations. The lack of encryption makes reading Pil easier when it is 
accessed by an unauthorized party or stolen. During the pilot certification and 
aircraft registration processes, FAA receives copies of sensitive information 
such as driver licenses and documents ancillary to trusts, which without 
encryption, is at an increased risk of exposure. 

• Annual user account validations23 to identify, disable, and remove 
accounts are no longer in use. FAA only sporadica!Iy validates the.Registry's 
user accounts and does not document this validation. Untimely disabling and 
removal of accounts· could lead to unauthorized access to information and 
systems by individuals who are no longer authorized. Additionally, FAA has 
inadequate policies and practices for creating and managing user accounts. For 
example, FAA's .system access authorizations do not adequate-ly · segregate 
approval and recording of changes to user accounts. 

• Multifactor user identity authentication. 0MB requires multifactor identity 
authentication, which consists of a password and another access method such 
as a smatt card, to verify Registry users' identities before granting system 
access. Although FAA indicated that the- Registry uses digital signatures24 to 
authenticate Registry users, we found that it does not use this technology or 
multifactor authentication. In addition, tlJere are over 38,000 Registry users­
designated examiners that certify pilots' certifications application~who are 
not FAA employees; heightening the need for strong access controls, such as 
ml.iltifactor identity authentication, to prevent compromise of pilots' PII. 

Inadequate procedures, delayed l'e-solution of identified weaknesses, and not 
accepting responsibility for PII voluntarily submitted to the Registry contributed to . 
these weaknesses. Specifically, FAA had no vvritten procedlli'es and guidance on 
configuration management and changes making it ditfic1,1lt to monitor and patch 
the system. FAA also had. not completed the corrective actions included in its 
plans of action and milestones (POA&Ms) · to address identified weaknesses. 
Twenty-six POA&Ms, including high 1isk items that FAA identified in 2009, were 
not re.solved in a timely manner. For example, FAA ·wrote a POA&M for its lack 
of a configuration management plan for the Registry's system with a completion 
date of May 31, 2010, but did not complete the plan until October 2011. Finally, 
FAA officials inf01med us that because PII in aircraft registration records are 

22E11cryptiou is the process ol' changing information in sucli a wily a9 to make ii' 1mrcridab\c by anyone e~cepl those 
possessing special knowledge {t1sually referred to !IS a •'key") that rulows d1~m m change d1e infom1ation bnck rn it~ 
original, readable foflli. 
ii Annual vnl!d:uion is requiled for us~rs• accou11ts and semi-nnnual foi- system owners and administ.-ators' acco,,n ts. 
24Digitnl signature is a. technolo!1.)' that ll8eS encr)'ption to authenticate the p()rson who lri)l1smits information over a 
net.1·0Tk a11d to e/l~ure that the i!\fo11notlo11 is not ,:hanged d nri ng 1rnnsmi~sioii. 
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voluntarily submitted to tbe. Registry by aircraft ovvners, FAA does not .have any 
responsibility to safeguard this sensitive infonnation. 

FAA Has Not Established Required Agreements with its Contractor 
and Other Agencies That Receive Registry Information to Ensure That 
Their Systems Protect the Information 

FAA does not have FISMA-require.d agreements with its contractor and other 
Federal agencies that receive Registry information to ensure that these third­
paities· systems can protect the Registry's PII from unauthorized access. FISMA 
requires Federal agencies to establish interco1mectiou· security agreements to 
authorize connections from one infonnation system to systems outside of their 
authorization. These agreements provide assurance that the outside systems are 
secured according to the requirements. for Federal information processing systems. 
DOT policy also calls for FAA to re.quire providers of external information system 
services to employ security controls in accordance with the req1.1irements for 
Federal systems. However, FAA has not entered into such an agreement with the 
vendor that produces pilots' ce1tifications or included the required terms in its 
contract with tl1e vendor. F_/.\A also shares Registry infonnatiqn with other 
Government agencies, such as TSA, and Federal and State prisons, but does not 
have interconnection security agreements with al! such entities. As a result, FAA 
does not have any assurance that the infmmation it provides to external parties 
will be properly secured. 

FAA'S CONTINGENCY PLAN FOR THE REGISTRY CANNOT 
ENSURE THAT THE AGENCY WILL RECOVER THE SYSTEM 
AFTER A SHUT-DOWN 

FAA' s contingency plan for the Registry does not ensure that FAA v.rill be able to 
recover the Registry after a shut-dow-n. At the time of our review, the· plan 
described how to recover the system in the event of an emergency shut-dawn. 
However, FAA had not yet established an alternative operation site for the 
Registry. Both NIST Special Publication 800,53 · and DOT policy, issued in 
August 2009 and June 201 J respe.ctive~y. require DO T's operating administrations 
to establish alternate· processing sites for their information systems and to 
implement plans for the resumption of system operations for essential missions 
and business functions when the primary processing capabilities are ui1available. 

Furthermore, FAA's test procedures for the Registry's recovery plan do not 
include testing a recovered system. Because the Registry is a high-impact system., 
NIST requires FAA to test the Registry's contingency plan at the alternate 
processing site to detennine the pl an' s effectiveness and staff's readiness to 
execute the plan, review the test results, and initiate corrective actions. However, 
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FAA only makes phone calls to ensure that the key personnel can be contacted in 
the event of an emergency shut-down of the Registry. 

Due to a reorganization of infotmation technology activities a number of years ago 
and the Registry's complexity, FAA is still working to establish the Registry's 
altemative processing site. However, the lack of testing of the. Registry's backup 
systems at an alternative site creates the risk that f AA will be unable to re.sume 
essential operations after a system shtrt-down and ensure continued access to 
aircraft registrations and pilot certification re.cords. 

CONCLUSION 

DOT's primary mission is safety. Integrally related to the safety of aviation 
operations is the security and i.nte-grity of information FAA collects on the pilots 
and aircraft operating in the National Airspace System and around the world. In 
furtherance of the aviation safety mission, FAA must collect and protect complete 
and accurate aircraft and pilot data. In addition, FAA must also ensure this data is 
readily available for safety purposes. The weaknesses we identified increase the. 
risk that the integrity and privacy of the Registry's data will be compromised. In 
addition, in the event of a system disruption, the data may not be available in a 
timely manner. Until resolved, these weaknesses diminish FAA's ability to fully 
carry out its safety mission and provide required services and assistance to the 
aviation public, airlines, law enforcement, foreign governments, and Federal 
agencies responsible f;or homeland security. 

RECOMMENDATIONS 

To improve .the accuracy, security, and reliability of the Registry·s data, we 
reconunend that PM's Administrator require the Associate Administrator for 
Aviation Safety in consultation with the Agency's Chie:finformation Officer: 

l . Develop procedures for periodic reassessments of aircraft and ainnan data to 
improve and maintain data integrity. 

2. Issue policy or regulations that clarify informational requirements for 
registration of aircraft owned by trusts for non-citizens. 

3. Develop procedures to ensure that airman addresses are kept cmrent. 

4. Implement the provisioi1s of the Intelligence Reform and Terrorism Prevention 
Act's for pilot certifications. 
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5. Implement access monitoring, user accounts, and multi-factor authentication 
for the Registry. 

6. Encrypt PU and mitigate the vulnerabilities on Registry computers. If controls 
cannot be implemented immediately then remove all PII or take other actions 
as appropriate, such as suspend the system's operation in accordance with FAA 
Order 1280. IB. 

7. Ensure that the FAA contractor's computers and other third-party systems 
comply v.ith infonnation security controls require-d by FISMA and DOT 
policy. 

8. Mitigate contingency planning weaknesses by selecting an alternative 
processing site and periodically c01idl1cting comprehensive contingency tests at 
the aJtemate site in accordance with DOT policy. 

AGENCY COMMENTS AND OFFICE OF INSPECTOR GENERAL 
RESPONSE 

We provided FAA with a draft of this report on April 4, 2013, and requested the 
Agency's response within 30 calendar days. We received the response on June 20, 
2013, which is included as an appendix to this report. FAA concurred with five of 
our eight recommendations (2, 3, 4, 7, and 8) and partially concurred with three (I, 
5, and 6). 

FAA concurred with recommendation 2 and requested that it be closed based on 
its recent publication of a revised policy on regisu·ation of non-citizen trusts; 
however, we do not agree that .F AA's clarification of its aircraft registration policy 
will ensure that FAA has the information it needs. The new policy states that 
trustees, upon FAA' s request, slmuld provide information about registered aircraft 
and their operations within set time frames. However, FAA states that the Registry 
is the system of record in which the Agency maintains information that users need 
to locate inruviduals and aircraft. For the Registry to meet this purpose, FAA must 
collect this infonriation as part of the registration process so that i.s available to 
users when they need it. Consequently, the new policy does not ensure that FAA 
will have the information it needs for proper safoiy oversight. Therefore_. we 
request that FAA reconsider its l'esponse and provide infonnation to clarify bow it 
will collect and maintain current information about the o~nership and operation of 
aJI aircraft owned under tn1sts for non-citizens. 

FAA partially conclllTed with recommendations 1, 5 and 6. However, its planned 
actions do not address the re-commendations' full intent. Therefore, we consider 
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them open and unresolved and request that FAA reconsider its related responses. 
Specifically: 

• We disagree ·that the Agency has quality control processes in place that are 
sufficient to resolve recommendation 1. In addition, FAA has not provided 
information describing its quality· control requirements for regular 
reassessments of the Registry's data. The Agency's planned action on data 
integrity improvements would be beneficial but does not go far enough. DOT 
policy requires semi·annual data integrity assessments for all information 
systems. FAA's planned action does not comply with this policy. Therefore, 
we request that FAA provide additional informa6on on actions it plans ·to take 
to periodically reassess the Registry's data to identify and correct aircraft 
registrations and pilot certifications that do not conform to its policies and 
regulations. 

o In response to recommendation 5, FAA stated that its self RSSessments of the 
Registry determined that the Registry's system was at low risk for inadvertent 
disclosure of sensitive infonnation, despite the fact that FAA has . not 
implemented system account management and strong user identity 
authentication mechanisms. Further, FAA categorized the Registry as a high 
impact system, meaning that loss of c-0nfidentiality, integrity or availability of 
.its information would have a severe or catastrophic effect . on FAA's 
operations. DOT policy requires high impact systerns to use annual account 
validations and multifactor identity authentication to protect their sensitive 
information. FAA's response does meet these DOT policy requirements for 
such high risk systems. Therefore, we reque~t that FAA provide clarifying 
information on· its plans for establishing ammal account validations and 
multifactor user identity authentication. 

• FAA's lack of encryption of the data _on its legacy systems does not comply 
with DOT policy and, therefore, does not sufficiently address recommendation 
6. DOT policy requires encryption. of all sensitive PU, wherever it may reside, 
and does not allow for application of encryption when practical. We request 
that FAA provide information on its planned action to include encryption of all 
sensitive PII 1n the Registry, including that contained in legacy systems. 

Given FAA 's reaction to our recommendations, we remain concerned that the 
integrity and privacy of the Registry's data will remain at risk. 

ACTIONS REQUIRED 

fAA"s planned actions for recommendations 3, 4, 7, and 8 are responsive and we 
consider these recommendations resolved but open pending completion of. the 
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planned actions. For recommendations 1, 2, 5, and 6, we are requesting the 
Agency provide additional infonnation on its planned actions, as detailed above. 
Jn accordance with DOT Order 800-0.lC, we request this i11formation within 60 
days. All con·ections are. subject to follow-up provisions in DOT Order 8000.lC. 

We appreciate the courtesies and coope-ration of Federal Aviation Administration 
representatives during this audit. If you hav~s concerning this report, 
please call me at (202) 366-1407, or ....... Program Director, at 
(202) 366-1488. 

# 

cc: Chieflnformation Officer, DOT 
Associate Administrator for A via ti on Safety, FAA 
Assistant Administrator for Infonnation Services and 

Chief Infommtion Officer, FAA 
DOT Audit Liaison, M- l 
FAA Audit Liaison, AAE-100 
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EXHIBIT A. SCOPE AND METHODOLOGY 

.We conducted our work from January 2011 through April 2013 in accordance with 
generally accepted Government auditing standards. Those standards require that 
we plan and perfonn the audit to obtain sufticient, appropriate evidence-to provide 
a reasonable basis for our findings and conclusions based on our audit objectives. 
We believe that the evidence obtained provides a reasonable basis for our findings 
and conclusions based on Olll" audit objectives. 

To determine the sufficiency of the Registry's aircraft registrations and pilots 
records, if PII was secure from unauthorized use or access, and if contingency 
planning ensures Registry continuity, we interviewed officials from several FAA 
offices and directorates. This included FAA's Flight Standards Service-Civi.! 
Aviation Registry and Flight Standards Di vision Special Emphasi_s . Investigations 
Teain. We also interviewed officials from FAA's Office of Quality, Integration, 
and Executive Services; Office of the Chief Courisel; Office of Infom1ation 
· Services-Information Systems Security; and Office of Acquisition Services­
Contract Management Team. We obtained, reviewed, and analyzed documentation 
related to the confidentiality, integrity, and availability of the FAA 's Registry 
system. 

We used a statistical sample of 68 aircraft out of I 0,292 from the Registry to 
evaluate aircraft reg1stration compliance with 14 CFR § 47 (Aircraft Registration). 
We· tested five key registration requirements on each of the 68 aircraft for a total 
of 340 tests. This statistical sample allowed us to pr~ject aircraft registration 
errors with a 90 percent confidence level and a precision of+/- 10 percent. 

Finally_.· we performed a vulnerability assessment of the Registry's Pilot and 
Aircraft system components, including Pilot/Aircraft Web Services, IACRA Web 
Services and Admin web site, Electronic Document Retrieval System (EDRSII), 
lmage Management System and the Registry and Office. of Aviation Safety data 
center's pilot and aircraft processing infrastructure. We pert'ormed the assessment 
using automated sofu'l'are to.ols as weH as manual testing techniques. The results 
of the scans were reviewed to detennine if security settings meet policy and 
baseline requirements for security testing, vendor updates (patches), and FAA's 
configuration of these systems, 

Exhibit A. Scope and Methodology 
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EXHIBIT B. MAJOR CONTRIBUTORS TO THIS' REPORT 

Name Title 

- Program Dlrecto1· 

Project Manager 

- Senior Auditor 

Senior Auditor 

- Writer-Editor 

Senior Counsel 

Infom1ation Technology 
Specialist 

Statistician 

Senior Statistician 

-- Referencer 
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Subject: Federal Aviation Administration's (FAA) Response to Office of Inspector 
Genera I (0 lG) Draft Report: FAA' s Civil Aviation Registry 
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The FAA Civil Aviation Registry (Registry) manages the penm1nent records for aircraft 
registration and. ainnru, ce1tification. Each is governed by a Systems of Record Notice 
establishing its purpose, scope, and routine uses. Both systems are constantly evolving 
with changes in the industry and regulatory enviromnent. Improvements in data quality, 
error checking, appropriate user access, and security are continually evaluate<l through 
International Organization for Standardization (1SO~900 I) certified processes a.nd 
advances in automation technologies. 

RECOMMENDATIONS AND RESPONSES 

Recommendatfou #1: Devel• p procedures for periodic reassessments of aircraft and 
airman data to improve and maintain data integrity. 

Response: Partial Concur. As described in the draft report, the Registry already has 
processes in place to review aircraft and aim,an records, as well as quality control 
processes. The FAA does not believe the recommended establishment of a scheduled 
periodjc reassessmerit procedure offers sufficient improvement to be worth the 
i11vestment in resources that would be required.. However, the Registry will evaluate 
ways to improve data quality and integrity and provide a fo!low~up response by 
December 3I,2013. 

Recommendation #2: Issue policy or re-gulations tl1at clarify infonnational requirements 
for registrati~n of aircraft owned by trusts for non-citizens. 

Response: Concur. An official FAA policy clarification on registration of aircraft 
owned by trusts for non-citizens has been under developme11t since early 20 IO and was 

Appendix: Agency Response 



published in the Federal Register on June I 8, 2013. The FAA ~quest this 
recommendation be dosed. 

Recommendation #3: Develop procedures to ensure that airman addres.ses are kept 
current. 
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Response: Concur. Airmen are required by [4 Code of Federal Registration Part 61 .60 
to report a change in add1-ess within 30 days of a move and must provide an acceptable 
physical residential address if different than a mailing address. lt's the responsibility of 
the airman to inform the FAA ifthere is a change of address, and this can be 
accomplished through a change of address notification, when adding a rntlng or applying 
for an airman certificate or replacement. The FAA provides policy guidance regarding 
acceptable address information for FAA authorized designees, FAA inspectors and other 
offibia ls in FAA Orders 8900 .1, 8900 .2 and other pub I ications. Additionnl instructions 
are provided on each applicatio.n for an airman certificate and/or rating .. [fan 
airman/applicant provides an unacceptable address, the Registry rejects the application or 
request for reissuance of a certificate and the permanent airman certificate is not issued 
untilthe ainnan complies with the FAA address requireme-nts ta provide an acceptable 
address. Currently, the FAA does not preclude an airman from using a flight school 
address or acceptable commercial c1ddrcss as a preferred mailing address, as long as the 
airman also provides an acceptabie physic.al, residential address for the official ainnan 
record. Both addresses, when provided, are included in data that the FAA provides to the 
Transportation Security Administration (TSA) and other law enforcement entities, as 
required by U .S .C. 44 703. The residential address may be shown in the database or 
contained within the airman record on 'ctigita! image.s. 

Also, the FAA continues to update its system to identify addresses that are not acceptable 
in accordance with U.S.C. 44703, and has implemented software changes and system 
edits to identify unacceptable addresses, The Registry util"iz:es United States Post.al 
Service software to identify and standardize address infonnation in order to ensure the 
address infonnation provided by an applicam is not a fictitious address and to ensure 
proper de! ivery of the airman certificate. Going forward, the FAA has purchased. new 
address validation software, called Melissa Data, which is currently undergoing testing to 
confirm that it will identify a "commercial" address (such as a flight school address), 
which would thereby reqllil'e the airman to provide a physical residential address for 
official record purposes. lfthistesting is successful, the FAA plans to f1.11ly implement 
Me-!issa Data by September 30, 2014 and wiil also purchase a subscription of annual 
updates to ensure continuing currency of address validation data. 

It should be noted that many of the records identified by the OIG were established prior 
. to the requirement to provide a physical residential address. These ail'l'nen have had no 

other contact with FAA .. in some cases, since the original issuance of the airman 
certificates. Manv of the airmen the OIO identified are not "active", and manv of the 

~ ~ 

ail'man certificates were issued before or during the l970's and l 980's, prior to the 
requirement to provide a physical residential address (DEA Act of 1988). Prior to 1988, 
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it was acceptable to use an aviation school address, a post office box or other inailing 
address when applying for an ai11nan certificate and the purpose of capturing an address 
was to ensure tlle 'F AA"had a good address to be able to mail ainnan certificates, FAA 
safety publications and notices to airmen. 

Recommendation #4: Implement the provisions of the. Intelligence Reform and 

TeJTorism Prevention.Act's (IRTPA) for pilot certifications. 

Response: Concur. Historically, the purpose ofa pilot certificate is to display airman 
certificate privileges and qualifications. Section 4022 of IRTPA changed the purpose and 
utilization ofa pilot certificate and required the FAA to issue improved pilot certificates 
that (I) are resistant to tampering; altering, or cmmterfeiting; (2) include a photograph of 
the fndividual to whom fue certificate is issued; and (3) are capable of acc.ommodating a 
digital photograph, a biometric identifier, or any other unique identifier that the FAA 
Administrator considers necessary. 

The FAA began issuing plastic tamper- and counte1feit- resistant certificates in 2003. In 
February 2008,, the FAA published the Drug Enforcement Assistance (DEA) final rule 
(73 FR 10662), which required all pilots (except student pilots) to obtain the tamper­
resistant plastic certificate by March 31, 20 IO. The DEA final rule satisfied the lR.TPA 
requirement to issue pilot certifkates that are resistant to tampering. altering and 
~ounterfeiting. · 

In. November 2010, the FAA published a Notice of Proposed Ru!emaking (NPRM) titled 
·'Photo Requirements for Pilot Certificates" (7 5 FR 70871 ). The NPRM proposed to 
fu !fill the final requirements of section 4022 of the JRTP A by requiring a photo of the 
pilot on all plastic pilot certificates, including students. This rulema.king project was 
placed on hold because it was superseded by Section 321 ofthe FAA Modernization and 
Refo1-m Act of 2012. To address the additional requirements ofSe.ction 321, and because 
a pilot certificate is not and has never been utilized as a security credential, the FAA 
formed a working group consisting of multiple FAA and TSA offices. This working 
group is evaluating the FAA's current certification processes and how they could be 
changed to accommodate such ce.rtificates, the infrastructure required to utilize such· 
certificates, and as~ociated costs that may be incurred. fot example, the FAA must 
consider infrastructure requirements such as biometiic collection and card readers that 
would 11ee<l .to be developed and distributed for airmen, government and industry to 
utilize biometric pilot certificates, TI1e working group is also looking atfunding 
considerations, and options to reduce the burden on·the public and the FAA. 

The new associated rulemakingproject has been accepted by FAA ·s Office of 
Rulemaking. but a schedule has not yet been approved. The timing of any proposed rule 
will be critical so as not to duplicate rnlemaking efforts between TSA and the. FAA, but 
the complex project is unlikely tQ be complete in the near term, and therefore the FAA 
will pl'Ovide an update by September 30, 2015, 

Recommendation #5: Implement access monitoring, user accounts, and multi~factor 
authentication for the Registry. 
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Response: Pruiiat Concur. The FAA concurs with the recommendation to implement 
access monitoring but does not concur with the recomniendations regarding user accounts 
or multi~factor authe11tication. 

The OIG conducted this audit between January 2011 and April 2013. During this period, 
the FAA closed a number of open Plan of Action and Milestones (POA&M} items which 
add insight into FAA's activities on .this issue. The 010 confirmed the fiscal Year (FY) 
2012 Assessment Team audit review finding Cyber Secu.rity Assessment and· 
Management ID 48954} that web application audit logs are not routinely monitored. 
During the fo11ow on FY'.2013 assessment, the Assessment Tearn concluded that the 
system owners review we.b application audit records on a daily basis, and recommended 
closing POA&M itein 48954 with an effective date of March 2013. The FY20J 3 
Assessment Team also recommended that the Intcgrateq Airman Certification and Rating 
Application (IACRA) li1formation Technology Program Manager continue progress i.m 
POA&M item 28838, to modify the application to have a user interface that can display 
audit reports such as events that occurre.cl during a sele~ted time span or a listing of audit 
records for a specific event type. This modification is scheduled to be completed by 
September 30, 2013. 

The OIG proposes an annual process to validate user accounts for the Registry web 
applicf!tions and the JACRA system. These applications provide services to authorized 
users .. as the user requires these services, but once authol'ized, the applications do not 
require- any minimum level of ac-tivity to maintain an account. The FY20l3 Security 
Assessment Team assessed this risk as the lowest level ofr:isk that can be calculated for 
the Registry system. Based on the business requirements and the extremely low risk. the 
Assessment Team recommended that the risk be accepted by the Authorizing Official, <1S 

it was previouslr with POA&M item 38397. 

The_ Otlice of Management and Budget published Memorandum number 4 in FY2004 
(M-04-04) that describes thee-authentication analysis process .. Assessment Teams use 
the M-04-04 process to determine the level of authentication required for non­
orgru1izational (external) users, e.g . .Designated Pilot Examiners. The IACRA system and 
the Registry web applications authenticate external users. The FY20l3 Assessment 
Team completed independent assessments and determined that level 2 user identifier anc! 
passwords are appropriate and should be required. The FAA reviewed, and concurs with 
the-Assessment.Team conclusion, that multi-factor authentication is not required for 
external users .. 

Recommendation #6: Encrypt PH and mitigate the vulnerabilities on Registry 
computers. If controls cannot be implemented immediately then remove all PJI or take 
other actio'ns as appropriate, such as suspend the system's operation i.n accordance with 
FAA Order 1280.1 B. 

Response: Paitial Concur. The 'FAA concurs with the OIG recommendation to mitigate 
the vulnerabilities on the Registry compute.rs. Howeve.r, this remediation cannot be 
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performed immediately. FAA Order 1280.1 B, Pro/ecting P~rsvnolfv Jdentijiable 
information (PIIJ, does not require immediate implementation and thus the FAA will not 
suspend operations. The Registry and IACRA systems will continue to operate while the 
FAA perfotms activitie-s to mitigate the vulnerabilities. 

The OlG corrfim1ed the FY2012 Assessment Team patch management finding. ln 
response ro missing patches, the FY2013 Assessment Team updated POA&M item 38344 
for the Registry and developed a new POA&M item for the JACRA system to address 
missing security patches. The FAA concurs with the 01G conclusions and assessed these 
POA&M items at a high risk level. Remediation is schedLJled for completion by 
September 30, 2013. 

As the OIG noted in the findings, the Registry system contains several legacy 
components, therefore, the FAA wi 11 not be able to encrypt all PU. Iii cases where 
encryption is not practical, the FAA will continue to implement strong access controls to 
PH in accordance. with DOT Privacy Policy. The crn,-ent access controls reduce risk to an 
acc~ptable level, in compliance with that same DOT.Privacy Policy. 

It is not practical to implement encryption in the mainframe port-ion oft he Registry 
system as this component is being phased out. ln addition, the image files cannot be 
encrypted because of the legacy application .. However; the image files are stored with a 
proprietary wrapper and are not directly readiJble .from storage. The sensitive data 

· residing in databases in the enterprise data center can be encrypted; and the FAA is 
reviewing potential solutions and plan to implement by December 31, 2013. 

Recommendation #7; Ensure that the FAA contractor's computers and other third-party 
systems comply with infonnarion security controls required by FlSMA and DOT policy. 

Response: Concur. The FAA will add additional security controls to the, next conttact 
and Statement of Work (SOW) which goes into effect Octobei:-2013. Even though 
specific security requirements were not listed in the contract, the security requirements 
were vetted by the FAA· s contra~ting office piior to awarding the contract. The cmTent 
SOW requires periodic backgrnund checks on each individual with access to aiiman data 
and the contractor .routine]y provides background check results to the FAA. 

Recoinmendation #8: Mitigate contingency planning weaknesses by selecting an 
alternative processing site and periodically conµucting comprehensive contingency tests 
at the alternate site in accordance with DOT policy. 

Response: Concur. An alternate data center with demonstrated failover capability has 
been an identified vulnerability (POA&M item 48951). Due to competing prio.rities, 
slow progress has been made with a tentative date of September 30, 2014 to remedil'!te 
this vulnerability. The FAA plans system functionality testing at the FAA disaster 
recovery site, the William J. Hughes Technical Cente.r (WJHTC), Atlru1tic City. New 
Jersey. This activity is dependent upon the Unisys upgrade to version 8.2 and the 
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item to be c.omple.ted by September 30, 2014. 
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Although the FAA still needs to conduct functional testing at the alternative processing 
site, the FAA has conducted several other contingency tests. The Registry has an 
approved ln.fornrntion Security Contingency Plan in place in which Registry data is 
transferred to the W JHTC to provide an offsite storage location that is not subject to the 
same hazards as the primary site. The FAA has successfully completed file recovery 
exercises of the data transferred to the WJHTC. Additionally; 

1. The FAA participates in two exercises pe1: year simulating the loss of the. 
mainframe component and also pa1ticipates in the Mike Monroney . 
Aeronautical Center exercises to evaluate c.ontinuity of operation's readiness in 
a variety of scenarios. 

2. Offsite backups and multiple levels of data protection arc already in place. 
However, providing an alternate datacenter with demonstrated failover 
capability has been an identified vulnerability and the FAA plans to rcmediate 
this vulnerability by September 30, 2014. · 

3. System functionality testing is schedulec!'to be done at the designated 
Aviation Safety disaster recovery site at Atlantic City, New Jersey. This 
activity is currently scheduled to be completed by September 30, 2014. 
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ATTACHMENT #3 

Federal Aviation 
Administration-

Memorandum 
Date: SEP 15- Z017 
To: , Director, Office of Audit and Evaluation, AAB-1 

From: - • Associate Administrator for Aviation Safety, A VS-1 

Thru: --Executive Director, Flight Standards Service, AFX-1. 

Prepared by: --• Deputy Director, Office of Safety Standards, AFS-2B 

Subject: AFX-1 Proposed Corrective Action Plan to AAE-1 Recommendations: 
U.S. Office of Special Counsel (OSC) File DI-17hl298 · 

Rei;ommendation 1: Develop a Corrective Action Plan, with fum due dates~ whiclt 
requires PMis to revif!ffl the exemptions on the airworthiness certifr,c.atesfo, all aircraft 
Cl4rrently overseen to determine 1) wltdher ex.emptions on each aircr<ift airworthiness 
certificate are appropriate (the modificadons identified in die exemption were made) 
anti 2) whether any aircrqft has a limitation preventing use In 14 CFR 135 operatio,is. 
If cu, aircreft has a limitati.on preventing aircraft use u11tler 14 CFR 135 operations, 
· determine if a subsequent STC a/lqwedfor the removal of any private use limitati.on, 
and dt~ appropriate documentation showing STC compliance was- made. 

Coneur: This is a complex issue that will require extensive analysis and research to 
understand the scope and the impact of all exemptions currently in active use for 
14·CFRparts 23 (Airworthiness Standards: Normal Category Airplanes),.· 
25 (Airworthiness Standards: Transport Category Airplanes), 27 (Airworthiness 
Standards: Nonna} Category Rotorcraft) and 29 (Airworthiness Standards: Transport 
Category.Rotorcraft), There are currently over 1,000 exemptions within these 
14 CFR. parts, requiring a labor-intensive review of each one to determine if it allows 
conditions or limitations that could impact compliance with 14 CFR part 135 (Operating 
Requirements: Commuter and on Demand Operations and Rules Governing Persons on 
Board Such Aircraft) operations. Oru:e these have been identified, we then need to 
determine if the limitation or pondition impacts the operation of the aircraft, what needs 
to be done to address it and if conection is needed, can the aircraft continue to operate 
and if so, for how long and under wbatoonditions, etc. 
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The exemption identified in-this complaint1, allows the Cessna.Aircraft Company to 
install interior doors between passenger compartments in the Cessna Model 560XL 
aircraft:· The affected rule (14 CFR 25 .813 ( e f) states: 

No door may be installed between any _passenger seat that is occupiable for 
talreoff and landing and any passenger emergency exit, such that the door crosses 
any egress path (including aisles, crossaisles and passageways). 

This exemption required this operating limitation to be added to the Airplane Flight 
Manual: 

The airplane must not be operated for hire or offered for common carriage. 
This does not preclude the operator from: receiving remuneration to the extent 
consistent with 14 CFR part I 25 and I 4 CFR part 91, subpart F, as applicable. 

As we know, 14 CFR part 13 S .178(ft operating regulation prevents the unsafe condition 
this exemption allows, and states in part: 

(t) .. Emergency exit access. Access to emergency exits must be provided as 
follows for each passenger-carrying airplane: · · 

(1) Each passageway between individual passenger areas, or leading to a 
Type 1 or Type II emergency exit, must be unobstructed and at least 20 inches 
wide. 

The exemption and the requirenients of 14 CFR part 135.l 78(f) appear to conflict in 
this case and could raise the question as to whether the aircraft is being operated in 
compliance with either the current air operators certificate or the exemption. Once the 
determination that the aircraft is being operated in full compliance of 14 CPR part 
I35.178(f) is made, our concern is now whether the aircraft meets the requirements of 
its Type Design as airworibiness exemptions are explicitly granted as part of the aircrafts 
airworthiness • 

. To accomplish the analysis and determine the scope and applicability of the analysis to 
aircraft currently in use for 14 CPR part 135 operations, will require the formation of a 
dedicated team of specialists to review each exemption, identify the applicable aircraft 
make, model, series and whether it imposes an adverse impact or potential 
noncompliance in 14 CFRpart 135 operations. This team will include members of the 
Flight Standards Service and the Aircraft Certification Service. Once the exemptions 
have been reviewed and their potential impad to_14 CFR part 135 operations has.been 
detennined, a comprehensive search for aircraft currently used in 14 CPR part 13 5 

1 A1mchment 1 - Exemptiou 8621.pdf 
1 Attachment 2 - CFR-20J7-titlel4-25.813.pdf 
3 Attaclunent 3 -CFR-20I4-titleJ4-vol3-sccl3S•l78.pdf 
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operations (about 11,041 a.in.raft) will be conducted to identify the applicable aircraft and 
companies (5,331 active certificated 14 CFR part 135 Air Operators). 

At the completion of the analysis. we will be ·able to establish the baseline for the 
continuing efforts to determine the airworthiness actions necessary to eosure the safety of 
all aircraft. with exemptions, currently operoting in 14 CFR part 135 operations. Vi'.hfie it 
is difficult to specify, with any certainty, what the continuing actions will be before the 
analysis is completed, these actions may include: 

1. Issuance of AirwQrthiness Directiyes. 
2. Targeted inspections of identified aircraft by FAA assigned Principle 

Inspectors. 
3. Letters to air operators requiring them to demonstrate compliance with FAR 

135m.thin a specified number of days. ·· ···· ·----- -·· · ----·--
4. Corrections of.atror-aft-airworihi.iwss -eertifi1;1ates tluit-may-list-aa-e-:ioomption that 

is not applicable-to the aircraft for which it was issued:---
5. Removal of exempted aircraft from FAR 135 operations until they can be 

brought "in.to full compliance for these operations. 
6. Review of any Supplemental Type Certificates (STC) that may have been 

applied to the aircraft -to ensure continued compliance for FAR 135 operations. 

This action plan will resolve the complainants concerns for all aircraft currently in use for 
14 CFR part 135 operations, the actions to answer recommendations 2, 3 and 4 will 
address these same t:oi:l.ceins for additionalltiew aircraft being added to 14 CFR part 135 
operations in the future. 

Guidance, is curtently in drajt, that ~~s the .~view of all e}f~pt:!9riS wh,~n ... "" . 
considering whether-an aiip.iane can be added to an air operators certificate. -ThiB is ~- .. .. 
further explained in the responses t.o . .r<;CQ1IllD.endations two and three, 

When ~ysis and the scope of the work to be ·completed has been determined, a 
comprehensive action plan will be developed. We will complete the coniprehensive··­
action plan by December 1, 2017. 

Recommendation 2 and 3 (combined): Rn•ise FAA Ort/er 8900.1 to pruvide better 
clarity on ASI responsibilities to review limitations placed on aircrv:ift as a result of. 
limitations in as1ociated exemptions and establislz"procedures to ensure exempfl.ons are 
reviewed prior to aircraft addition to 1 ,t CFR 135 Op Specs. 

Conc:ur: lt must be re.membered, it is always the air operator's responsibility to ensure 
their aircraft are in compliance with their operating rules, as such, guidance has been 
drafted for both the industry and FAA inspectors to mitigate the gaps found when adding 
an aircraft to an air operators certificate. The draft guidance will enter our review process 
which includes soliciting comments :&om FAA inspectors. After the conclusion of this 
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process, we will publish an Information for Operators (InFO), addressing the adding of 
an aircraft to an air operators certifJ.Cate, and an associated Advisory Circular (AC) to the 
public outlining_the changes and requirements for adding aircraft to their operating 
certificates. The timelines for publication of these docµments _may vary, however, oUI 

goal for project completion is withln 6 months from Se_ptember 30, 2017. 

Recommendation 4: Have personnel In AFS,;,200 review the INFO prepared by tlte 
whistleblower to detennine whether it is appropnatefor publication, and ensure that lt 
is published in a timely manner. 

Concur: The content in the supplied InFO cires language from the FAA Order 8900.1 
(Flight Standards Information Management System) that is outdated and is currently in 
the pr01;:ess of being updated. Publishing-the current infonnatfon in the InFO, ali written, 
would only serve to promulgate known outdated information .as well as being limited to 
only one exemption issue. When the guidance matei:ial-s hav~ been updated, and--the -
analysis in recommendation 1 is complete, we will publish an InFO that addresses all of 
the identified exemptions that impact current 14 CFR part 135 operations. 

We also propose to publish a Notice directed at PI's to ensure the future aircraft additions 
to operator's operations specifications are reviewed with a specific fucus on any 
airworthiness exemptions and the compatibility of any associated Conditions and 
Limitations with the intended operations of the aircraft. We will publish the InFO and 
the Notice by September 1, 2018. 

Reco111mendatioii 5: In the June 27, 2013 DOT"OJG Report, FAA 's Civil Aviation 
Registry Lacks Information Needed for Aviation Safety and Security Meuw-es, Report 
Number FI-201:J-JOI, OIG reoommnulations I, .2, anti 3 (page 10), all pertained to 
enhancing the accuracy and, Integrity of the uifom,ation contained in the registry. 
Based on tlte mlume of aircraft ldeniified as operating in tlze NAS with expired 
registration (as pruvided by the whistleblower), _it is clear that the rei[istry does 11ot have 
srifFicient processe/i or personnel to maintain a robust and accurate registry. The FM 
needs to implement these recommendations Jn a manner wl,Jcb addresses the 
recommendations' full intent, to include suff,cient quality control processes. 

Concur: The FAA is evaluating additional actions that could be taken to further enhance 
the accuracy and integrity of the information contained in the registry. Specifically, to the 
recommendations in the 2013" DOT OIG Report: 

OIG recommendation 1. · Develop procedures for periodic reassessments of aircraft 
and qirman data to improve and maintain data integrity. 

Response: Aircraft owners are required t.o re-register their aircraft every three 
years. The aircmft data is reviewed during the re-registration process. The 
Registry updates its airman data from data submitted when an airman updates their 



medical certificate. The FAA is evaluating procedural enhancements that would 
address registry records in cases where a safety risk is identified. 

OIG recommendation 2. Issue policy ar regulations that clarify informational 
requirements for registration of aircrqfi owned by trusts for non-citizens. 

Response; FAA published a policy clarification concerning registration of aircraft 
owned by trusts for non-citizens, in the Fe&ral ~ster on June 18, 2013 · 

OIG recommendation 3. Develop procedures to ensure that airman addresses are 
kept current. ' 

~_esp_onse: Qo~<E~~ ~ data, the Registry acquired software to standardize 
a:.n address using the iiileseslafilished bfthe--usJ)ostal Service (USPS). It also 
Ghecks if ~e..addooBs Js-v.alid~ i.-e; street, city.state and ZIP code-; ·»y-(}heGlmJg 
~ase of addresses provided by the USPS. We intend to partner with 
other offices within the Flight Standards Service (AFS) and the Office of Security 
and Hazardous Materials (ASH) to develop plans for a multi~level active · . 
enforcement program to identify and address inaccurate aircraft operators and 
airmen records. We will complete a plan of action for this effort by December 1, 
2017. 

Attachments 
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ATTACHMENT #4 
Exemption No. 8621 

UNITED STATES OF AMERICA 
DEPARTMENT OF TRANSPORTATION 

FEDERAL AVIATION ADMlNISTRATION 
RENTON, WASHINGTON 980554656 

Page 1 of8 

In the matter of the petition of 

Cessna Aircraft Company Regulatory Docket No. F AA-2005-21902 

. . ...f.9!.~ ~x;erty?Jion from.J_ 2--? :813(e) of 
Title.14, Code of Federal Regulations 

GRANT OF EXEMPTION 

By letter L390-05-2279. dated July 8, 2005,--11111 Director of Airworthiness and 
Product Safety, Cessna Aircraft Company. One Cessna Boulevard, P.O. Box 7704, Wichita. 
Kansas 67277-7704, petitioned the Federal Aviation Administration (FM) for an exemptfon. 
from the requirements of§ 25.813(e) of Title 14, Code of Federal Regulations (14 CFR). The 
proposed exemption, if granted, would permit relief from the requirement that prohibits the 
instaJlation of interior doors between passenger compartments. The proposed exemption is 
specifically for the installation of an executive interior on the Cessna Model 560XL airplane that_ 
will be designated as ''private, not-for-hire ... 

The petitioner requests relieffrom the foUowing regulation: 

Section 25.813(e), Amendment 25-82- Prohibits installatjon of interior doors between 
passenger compartments. 

The petitioner's supportive information is as follows: 

''The Cessna Model 560XL aircraft is designed to the requirements _of 14 CFR part 25. 
The requirements of 14 CFR part 25 address Transport Category airplanes. These 
requiremonts must address aircraft with seating capacities in excess of 500 passenger~ 
and are used for the carriage of fare paying passengers from the general public. On tbe 
contrary, the Cessna Model 560Jq., aircraft is Type Certified for a maximum of 
J2passengers and ~s typicaUy outfitted for corporate use (private). Current 14 CPR 
part 25 rules for Transport Category aircraft do not make any distinction between the 
commercial aircraft used in airline operations and the aircraft specifically used for 
corporate operations. · 

ANM-05-439-E 
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"Cessna believes that aircraft specifically designed for corporate service should be 
eligible for the acceptance of cabin features and faciHties which do not comply with the 
full requirements of 14 CFR part 25 by exemption, provided a similar level of safety is 
provided and can be demonstrated. · 

·"Cessna aircraft are specifically designed and outfitted for corporate operation .. Some 
anomalies of aircraft operated in this manner are the crew is intimately knowledgeable of 
the specific aircraft they are operating. Also, the passengers of corporate aircraft are 
typically frequent fliers and familiar yvith the specific aircraft they are aboard. Finally, 
the crew of a corporate aircraff has regular contact with their passengers, which has a 
positive influence on communicating safety issues. The combination of these factors is 
unique to corporate aircraft operations and provides an initial level of safety that cannot 
be achieved in an airliner. 

"M~y ~':1.._st?~f:!~ ~J?o .:P.~~~~-~d op~rate Cess~~ a.ire~ -~ODS!~P!!Y~9.' .~~?~f... -.. 
~µnt impp~ye. )tis theref9re importanHbat-a portion of the cabin be configured 
with a private .areiCthat will pr,e.vent personnel who are not ,seated within the compartment 
from hearing conversations taking place inside the compartment. The only plausible 
method of providing such privacy is through the use of doors that separate passenger 
compartments. When a privacy area is c~ted within the passenger cabin, the doors 
separating the private area from the rest of the cabin will be located between passenger 
compartments. · · 

"Some customers, in particular Islamic customers, are bound by religious laws that 
require the segregation of men and women who are not related or married. According to 
Islam, men and women who are not related or married should never shake hands or 
touch, and should never be alone in a closed room or isolated place. An aircraft the size 
of the Cessna Model 560XL can be considered a closed space. It is again important that 
a portion of the cabin be configured with a private area that will create separate 
compartments within the cabin. 

'Tue cabin of the Cessna Model 560XL is approximately 5.5 feet wide. It is necessary to 
divide the cabin full width laterally to produce a private area, because a side corridor is 
impractical. The proposed doors for the Cessna Model 560XL will be comprised ofleft 
and right halves that slide laterally into recesses of the dividing bulkhead between the 
two passenger compartments. When the doors are open (i.e. stowed), an unobstructed 
opening is provided that complies with the dimensions of 14 CFR 25 .813 for the 
maximum possible passenger configuration. In addition, Cessna. proposes that the doors 
have the following additional safety features: 

"1. The door will be placarded to be latched open during taxi, takeoff, and 
landing. 

"2. When the doors are deployed (i.e. spanning across the aisle), there will not be 
a latching mechanism that keeps the doors in that position, obstructing the 
aisle. Only low strength magnets or equivalent non-latching parts may be 
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used to keep the two doors secured together. This will allow occupants to 
access the opposite side of the door without use of any tools. 

"3. Each door will feature a Ioclcing mechanism that is capable of supporting the 
inertia loads specified in 14 CFR25.561. The locking mechanism design 
would minimize the probability of the door anlocking due to fuselage 
distortion in an emergency landing. 

"4. The door will be designed to be frangible, with features that wm allow a 5th 
percentile female to break the doors open in case of an emergency, resulting 
in an aperture largtrenough to allow for a 95th percentile _-91ale to escape. 

"5. An amber caution light wili' be provided in the annunciator panel. The light 
is not active with the squat switch in the air and the flaps selected up, and 
will illuminate with either the squat switch on the ground or flaps not 
selected up. if the partition door was not latched open. This indication .would 
provide the cre:w. with enough tim.e.to .. set.the cabin doors.for.landing. _This. .... .... ,,_ 
logic is similar to the current lavatory door logic. · 

"6. Bulkhead emergency exit sign(s) will be installed to ensure that the. level of 
pass!mget guidance required _to find an exit will be provided. 

''The following provision will be documented as ·operating limitations in the limitations 
section of the Airplane Flight Manual. 

"The airplane must not be operated for hire or offered for com,mon CS?Tiage. Th.is 
does not preclude the operator from receiving remuneration to the extent 
consistent with 14 CFR part 125 and 14 CFRpart 91, subpartF, as applicable. 

"Effect of the Exemption 

"The safety features described above are to ensure there is a clear path through the 
partition to ari emergency exit However, even if some extreme condition should result in 
a door being closed or partially 'closed after an accident, there are simple means to get 
through lhe door to reach the exit(s). The basic issues of a passenger finding and 
reaching an exit in an emergency are addressed by the above additional safety features 
and by the existing safety parameters inherent in corporate operation. For this reason, the 
exemption, as requested, would provide a level of safety for the Cessna Model 560XL 
passengers that would be equal to that required for airline airplanes. 

"Public Interest Statement 

"Cessna Aircraft Company is a major U.S. corporation, which manufactures, sells, and 
services business transport aircraft to the domestic and international markets. Jts 
manufacturing facilities are mainly located in the United States and its sales and service 
facilities are located in the United.States and other locations throughout the world. The 
. company employs thousand of employees in the United States providing strong support 
to the local economies where these employees and facilities are located. The company 

3 



ATTACHMENT \f Page4of8 

utilizes numerous products, such as avionics and environmental control systems; from 
scores of suppliers located throughout the world. 

"Cessna competes for new businells all over the world, and the corporate aircraft market 
is expected to grow. The owners and operators of Cessna business aircraft very often 
prefer to configure their aircraft interiors to facilitate use of interior space for in-flight 
conferences and other work not normally accomplished aboard airline aircraft. In order 
t.o satisfy the customer demands and maintain its marketing competitiveness, Cessna is 
seeking to accommodate mid cab.in divid~r installations in its business aircraft. Doing 
this without compromising safety can only increase the sales _volume-of these aircraft, 
benefiting Cessna, its employees, and the local and national economies they support. 
Due to the high demand for tli.ese business aircraft, it is important that Cessna be granted 
the regulatory relief requested. The stabilizing effect that Cessna has on the job market is 
si~ and in the best interest of the public. Failure to achieve this goal will result in 

0a-significant loss·of income for the local economy and will have a negative clfect on both 
-- !'i..91pe$1:i~·~. f~ign trade for the United States .. 

"Private areas in.-corporate aircraft are being r-equested by an increasing number of 
prospective aircraft operators. These operators compare Cessna products with other 
products from other domestic and foreign aircraft manufacrurers who are able to offer 
this fe~ture. This differential creates an unfuir competitive edge iri this market. The 
exemption as proposed above is in essence only an alternative method of achieving an 
appropriate level of safety, while at the same time providing features attractive io 
prospective purchasers. 

"Cessna believes that action on this petition should not be delayed by publication and 
comment procedures since the FAA has previously published other petitions for 
exemption on .this same issue and has received no adverse comments. In addition, further 
delay on this petition could cause economic harm to Cessna and. their suppliers whose 
material procurement de_cisions will be s~~!i~c::ly affected by the decision on th.is 
petition." 

Public Comment 

A summary of this petition was not published in the 'Federal Register. The nature of this 
exemption is effectively identical to those of previous petitions for which there were no public 
comments received. · 
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TheFAA's analysis/summary ls as follows: 

The FAA finds that the petitioner's proposal is in the public interest because tbe private 
area created by the installation of doors in the passenger cabin will allow Islamic 
customers to comply with religious laws that require the segregation of men and women 
who are not related or married. Thus, these customers will be able to benefit from use of 
this airplane. _The FAA also considers the petitioner's proposal to be in the public 
interest for the previously described benefits to the national and local economies; 

As more and more transport category airplanes have been configured ( or re-configured) 
for ''private, notMfor--hire" use, the FAA has given considerable attention to the issue of 
appropriate regulation of such ahp1anes. Some of the current regulations governing 
design certjfication of transport category airplanes are not compatible with private, not­
for~hire use <?f such-.ajrp!~ncs. ... Giyen this situation, the FAA has received a number of 
petitions for exemptiowfrom certain reguletio_ns. The FM has gr~ed such ~emptions 
when it finds that to do so is in the public interest and does not adversely affect the level 
of safety provided by the regulations. In the future, the FAA intends to propose 
regulations governing transport category airplanes in private use, obviating the need for 
case-by-case review of individual _petitions for exemption. 

Interior Doors . 

The placement of interior doom is clearly quite significant to the owner/operator of the 
airplane, The flexibility to partition the airplane into individual rooms, such as private 
meeting rooms or bedrooms, is paramount to an acceptable interior. The availability of 
private meeting rooms and bedrooms is essential. The FAA acknowledges the 
desirability of these features :froni the operator's point of view. · · 

When the regulations per.taiQing to interior doors we.re adopted, they did not necessarily 
consider "rooms." They consid~d two possible types of interior doors in a passenger 
compartment, The first type is an interior door between passenger compartments, The 
second type is an interior door between the exit and the passenger compartment; 

Until recently, only the first type of door was prohibited by § 25.813(e). However, 
part 2:5, as amended by Amendment 25-116, prohibits interior doors between the exit and 
the passenger compartment. In addition, Amendment 121-306 prohibits these doors in 
ahplanes manufactured after November 27, 2006, operated under 14 CFR part 121. 
Amendments 25-116 and 121-306, titled "Miscellaneous Cabin Safety Changes,'' were 
published in the Federal Register on October 27. ~004. 

In terms of airplanes configured for "private, not-for-hire" use, there are four different 
categories of doors in the.passenger cabins. 

1 . . Category I is a door in a room and the room is Jess .than the fuU width of the 
airplane. There wiJI be an aisle on the outside of the room. This type ofroom 
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may be occupied during takeoff and-landing, and only the occupants of the room 
must use the door to reach an ex.it. 

2. Category 2 is a door in a room and is the same as Category 1, except there is a 
single emergency exit or pair of emergency ex.its within the room. 

3. Category 3 is a door or doors in a compllrtment and the compartment is the full 
width of the airplane. There are passengers seated on both sides of the door(s) 
and the ma.in aisle leads out of or passes through the compartment. The 
compartment does not have any emergency exits. This type of compartment may 
be occupied during t.akeoff and landing. 

4. Category 4 is a door in a room and the room is the full width of the airplane. 
Passengers are seated on both sides of the door, and there is a pair of emergency 
exits at one end; -'fhis type of roommay· be--oooupied-duringiakeoff a:rrcHanding. 

After considerable deliberation, the: FAA has concluded that, in regard to the installation 
of interior doors between passenger compartments, not all interior doors are equivalent. 
With respect to such interior doors,'the FAA has detennined that the following 
requirements wilI produce an adequate level of safety: 

I . In order to maximize the level of safety, doors in Category 2, 3, or 4 installed 
across the main cabin aisle must open and close in a transverse direction. That is, 
the direction of motion of the door must be at a right angle to the longitudinal axis 
of the airplane. A "pocket door" is one example of such a design. This will tend 
to minimize the chance that the inertia furoes of an accident could force the door 
closed. 

2. Redundant means are necessary to latch doors open for takeoff and landing. Each 
knching means must have the capability of retaining the door in the takeoff and 
Janding position under the inertia forces of § 25 .5 61 . 

3. Each interior door must be frangible, in the event that it is jammed in the closed 
position in flight or during taxi, takeoff, or landing. Frangibility is intended to 
ensure that if a door is jammed closed occupants can escape in either direction 
and emergency equipment can be moved. Frangibility may be demonstrated in 
either of the following ways: 

• A 5"' percentile female can break through the door, creating a large enough 
opening that a 95th percentile ( or larger) male can pass through. (See 
Advisory Circular 25-17, ''Transport Airplane Cabin Interiors 
Crashworthiness Handbook," paragraph 43b(2)). · 

• A 5th percentile female can break a hinge on the door or a hinge on a smaller 
door within the door such that the door can swing, so as to_ allow a 95th

. ( or 
larger) percentile male to pass through the opening-with the door swung open. 
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This evaluation-must be made with any cabin .fumishing or equipment that 
could limit the swing arc of the door installed and then placed in the most 
adverse position. In using this approach, one must consider the possibility 
that the door is physically jammed in the closed position by distortion of the 
fuselage or furnishings. This possibility must be considered even if the door 
normally translates into the open and closed positions. 

4. Doors which faU m.to Category 1 must be in the open position during taxi. takeoff 
and landing only when the room is occupied. 

5. Doors whi~b :tali fut6 Ca1egoffes7 2;. J, or 4 must be in the open position during 
taxi, takeoff and landing; regardless of occupancy, 

6. With respect to the possibility that a door will remain closed when i_t ~~ould not 
be, the FAA has determined that a higher level of awareness is required to address 
this issue. bue-t9:~~ relative ciompleX:i~.fAe.:Q~~½m~or ... .th.~-FAA,ha~. · 
determined that inspection by flight attendants prior to takeoff and landing is 
sufficient to verify that interior doors are in the proper position. ConsB£J_~ently, 
some type ofremote indication is considered nec~sary. The petitioner's proposal 
to provide remote indication to the flightcrew is considered adequate. 

In consideration oftbe foregoing, 1 find that a grant of exemption is iri the public interest. 
Therefore, pursuant totlle authority contained in§ 49 U.S.C. §§ 40113 and 44701, delegated to 
me by the Administrator, Cessna Aircraft Company is hertby granted an exemption from 
14 CPR§ 25.813(e), Amendment 25-82. The petition is granted to the extent necessary to allow 
the Cessna Aircraft Company to install executive interiors on "private, not-for-hire" Cessna 
Model 560XL airplanes. This exemption is subject to the following conditions: 

I. The airplane is not,operated for hire or. offere.cL:for common carriage. This provision 
does not preclude (l).c:i operator from receiving remuneration to the extent consistent 
with 14 CFR parts 125 and 91, subpart F, as applicable. 

2. Each door between passenger compartments must be frangible. 

3. Doors that fall into Categories 1 and 3 must be in the open position duringtaxi, 
takeoff and la,iding only when the room is occupied or when passengers must pass 
throughthe room to reach an emergency exit. 

4. Doors that fall into Categories 2 or 4 must be in the open position during taxi, takeoff 
and landing, regardless of occupancy. · · 

5. Appropriate procedures must be established to signal the flightcrew that a door 
between passenger compartments is closed and to prohibit takeoff or landing when a 
door between passenger compartments is not in the proper position. 
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6, Doors between passenger compartments must have dual means to retain them -in .the 
open position. each of which means must be capable of withstanding the inertia loads 
specified in§ 25.561. 

7. Doors in Categories 2, 3, or 4, which are installed across a longitudinal aisle, must 
translate laterally to open and close. 

Issued in Renton Washington, on October 3, 2005. 
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Signed byAli Bahrami 
Ali Bahrami . 
Manager., Transport Airplane Directorate 
Aircraft Certification Service 
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eCFR - Code of Federal Regulations 

ATTACHMENT #5 
ELECTRONIC CODE·OF FEDERAL REGULATIONS 

e-CFR data is current as of August 25, 2017 

Title 14 • Chapter I ...,.. Subchapter C-+ Part 25 • Subpart D--+ §25.813 

Trtle 14: Aeronautics and Space 
PART 25-AIRWORTHINESS STANDARDS: TRANSPORT CATEGORY AIRPLANES 
Subpart D-Dealgn a11d.C.Onstructlon . 

§25,813 Emergency exit 8CC9$S. 

Page 1 of2 

Page 1 of 2 

Each reqUlred emergen,cy ~It m~st bl} accossble to. ltJe paswngers and located where it will afford an effei:tive 
means of evacuation. Emergency exit distribution must be as uniform as pradii::el, taking pas58nger distribution Into 
account however, fh'e size and locatlon of.~ 011 both sides of th!!cabln neeg not·b~mm_etrie,al. Jf onl}'·oneJloor:!eveJ . 
exit per side ~ presci:~~~,.~1111.the lilirpl,~1)8 .~ires Aot have a:talloo_FlB-Gr-voolral-em~~':'ey-e,,c-it,.tt,9..ftaeF-lew~"6t-ee---_--· . ------
in ttie rear,vard pa rt of the· passenger compartment, u n!esg anoth ar foc:atlon affords a more effBctlve mee ns of passenger · 
evacuation: Whe.re ml)re Jh11.n:an.e ffoo~ IE!'& ex.It ii.er:~i(fe Is-prescribed, at .1eesi-0·Aifflopr. lelli!J exit per .side must:00: . ... · ... ·-·-· · -- • .. · 
located near each end of the cabl1), except that this pffivlsli5ifffiieshot apply to combination carga/passenger 
configurations, Jn addltlo.n:- . · · 

(a} There must be a passageway feadlng from tile nearest main aisle to each Type A, Type B, Type C, TYpe J, or 
Type II emergency exit and between lndMdual passenger areas. Each pa&segeway lea.ding to a Type A or Type B exit 
must be unob$lrucled and at least 36 Inches wide. Passageways between Individual paSlienger areas and those leadfrig 
to Type!, Type n: or Type C emergency exits must be unobsbu::led and at least 20 111ches wide, un·1ess these are two or 
more main a!Sle$, each 'Jype A or B exit mus.t be loc:atad so. ltiat1tiere is passenger flow along the maln-afsle to that exit 
from both the forward and aft directions. If two or more main aisles are provided, there must Ile unobstructed cross-.al$l&s 
at least 20 inches wide between main aisles. There must be-

(1} A cross-aisle which.leadiidlreclly to eai::h passageway ·between the nearest main aisle aild a Type A or B exit; and 

(:2) A crass-aisle which leads to the immedl1;1te vicinity of each· passageway between the newest main alele and a 
Type 1, Type 11, er Type Ill exit; exceptthal when 1wO Type Ill exlts are located within three pa~enger rows of each other, 
a slnyle cross-akile may be used If it laads to tlte vicinity belwean the passagewayi; from the nearest main aisle to each 
exit. 

(b) Adequate space to allow crewrnember(s} to assist In th_e evacuation of pilo&engers must be provided as follows: 

(1} Each assist space must be a rectangle on the floor, of sufflcilerit &ize lo 1mable a crewmember. standing ~rii'~Hii. · 
effectively assist evacuees. The assist space must not Aiduce the unobstructed width of the passage:,vay below that 
reqlllred for the 811it. 

(2) For each Type A or 8 exit, assist space must be provided al eacii side. of the exit regardle:;is f:K whether an assist 
means b required by §25.810(a). 

(3) For each Type C, I or JI exit lnS1alled in an airplane with seating for more than ilO passengers, an ai:;slst space 
must be provided at one side of the passageway regardless of whether an as&ist means is required by §25.81 O{a). 

(4) For each Type C, I or II exit, an asi,lst space must be· pro11lded al one side d the pas,ageway if an assist means is 
required by §25.810(a). · 

(5) For any tailcone exit that qua!ifles for 25 additional passenger .seats under the provisions of §25.807(g)(9)(Ji), an 
assist spaoe must be provided. if an assist rooans 1$ iequ,red by §25.81 0{a). 

{6} Ther& must be a handle, or handles, at each assist space, localed tn enable lhli> cteWmember to steady himself or 
hersert: · · 

(i) While manually aeiivating the assist means (where applicable} and, 

. (ll) VVhile assisting passengers during an evacuation: 

(c) The fotlowlng must be provided for each Type Ill or Type JV exit--{1) niare must be acces.; from the nearest alsle 
to each exit. In addition, for each Type Ill exit In an airplane that has a paasenger se~flng configuration of 60 or mor-
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(i) Except as p~ided In paragraph (c)(1)(U}, ffle access must be provided by e.n unobstructed passageway that is at 
least 1 o 'inches in wldttl tos interior arrangements in which lhe adjacent seal rows on Ille exit side of the aisle contain no 
morethan1wo seats, or20 Inches In.width ror.Jnteriorarrangements !n which those ra>Hlil contaln three seats. The width of 
1he passageway must b11 measured with.adjacent seats adjusted to their mom adverse position. Toa centerline of the 
required passa~way wldth must not be dlsplaced more than 5 Inches horizor,telly from tfial of the exit 

(Ii} In lieu of one 10- or 20-iru::h passagBway, there may be two passageways, belw8en seat rows only. that must be at 
least e inches in width and lead to an unobstructed spa~ adjacent lo.each !:))(it. (Adjaoent exits must not share a common 
passageway.) Toe width. of the passageways must be measureo' with ~jacent seats adjusted to th~ir mpst adverse 
position. The unobstrtJcted space ad]acerit.to the exit must extend vertically fm_m the floor to 1he ca11lng (or bottom of 
sidewall stowage bins}, inboard from Iha exit for a distance not less than the width of the nam:iwe&t passenger seat 
Installed on the airplane, and from the forward edge of the fotward passageway to the aft edge of the aft passageway. The 
exit openlng must be totally wllhin the fore Bnd aft bounds of the unobstructed space. 

(2) In ~ditlon lo the access-

(!) For airplanes that have a passenger seating conligurafion of 20 or more, the projected open Ing of the exit proVided 
muet not be obstrueled ero there must be no interfer.ence in opening the exitby.seafs, berths, or other protrusicns 
(Including 1my seatback iri the most adverse position) for a distance from that exit not lass than ttle width of the narrowest 
passenger seat installed on lhe airplane. 

(iij For airp)anes that have a Pl!!~l'l9ar seating -configuration of 19 or fewer, jt,era .may be minorbbs1:roc!ions in this 
region, if there an, compensating·~ers{o·maln!aln the-effeclivenass·Df·the axil 

(3) For each Type /11,exl~ rBgSrdles'softhe pas~enger capscify of the airplane In whlch ltis lnsla!led, !here must be 
placards that- · ••. · · · 

(i) Are readable by all persons seated adjacent to and facing El passageway to the exit; 

(ii) Accurately stala or illustrate lhe proper method of opening the exit, including the use of handholds; and 

(iii) If the exit is a removable hatch, state lhe weight of the hatch arid indica1e an appropriate !ocatlon to place the 
hatch after removal. 

(d) If It Is necessary to pass through a passageway between passenger compar1ments to relich any required 
eme~ency exit rtom any &eat In the pas&enger cabin, the passageway must be unobstructed. However, cunalns may be 
used 1f they allow "free enlry thro1.19h the p:ilssageway. 

(e) No door may be installed between any passenger saat that Is occupiable for takeoff and landing and any • 
passerigeremergency exit, sueh that the door crosses any egrei;s patt, (including aisles, crossalsles and passageways). 

(f) If It Is necassary to pass thrc ugh a dooiway separating any crewmem ber 11eet ( except those seals on the . 
flfghtdecl<}, coeuplab!e .for takeoff and landing, from any emefiency exit, the door must have a means 10 latch It in tile 
open P06Ition. The latching· means·musi be able to withstand the loads·lmpcsed upon It when the door is subjected to the 
ultimate !nertia forces, relative to the surrounding structure, listed in §25.561(b): 

!Arndt 25-1, 30 FR 3204, Mar. 9, 1066. as amended by Amdl 25-15, 32 FR 13265, Sept. 20, 1987; Arndt. 25-32, 37 FR 3971, Feb. 
24, 1972; Amdt 26-4<!, 43 FR 60597, Oct. 30, 1978; Amdt. 25-72, 65 FR 29783, July 20, 19~; Arndt. 2S-7e, 57 FR 1 ~44. May 4, 
1992; Arnn. 25-76,67 FR 29120, Juns 30, 1992; Arndt 25--88, 61 FR57958, Nov. 8.1996:A~t. 25-116, 69 FR 62788, Oct. 27, 
2004; Arrot. 25-121l, 74 FR 25645, May 29, 20091 

Noed essistance? 
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· Federal Aviation Admlnfs!rallon, DOT § 135,178 

Us6:i1s Ah-borne weather radar 
equipment N1Q.11ix'omentl!. 

Ccnlonla 

(11,} No :r,erson •lll.ll.iY ii,ierate a. luge, Aaht.we.ban<laga ""mP"""!I•• Hoen ---- ;; 
transport category a.ircra.ft in P~ :!:,U~ :::l:.i;····"·"'-·· ... -, ............... ,._ .. ,... 10 

sr,nger-oarl'Ylnlr opara.tions unleoo a:p- Bl!ld'll• cor/11,• .. ••·- ..•.... _........................ 8 
proved airborne wea.ther rllda:r equip- Tllan~LJ..- bondogo compress,s. 40-ltich ···-···· s 
m6Ilt ill buitu.lled in the aircraft. ·Am, •pllnl, nOl\ln!lolObl& ......... ------ 1 

Cb) No person may begin a fligb.t ~:1:~':!'.'!~~• .::::=._,_. ___ ,, __ ,,.. .. ,,, .. : 1 
under IFR or night VFR conditions Aan.,.rv, 14p&, 1~,ch ~•ord roll ........................ 2 

• ~ • • di S•i;i,e.ge &e115&0e&-· ... ...,. . .ij ... , ... , ..... ,.j_,,_ninv.r,,.,.-.... 1 · 
When current wee.tlier. reports m cate PmNc1Jv~ no,pom,oobl• !lfov••_!!!..!q~ent ........... 1 pair 
·~ ·th~de:r~~ .~~- :Potien- . . . . . . 
t1ally haza.rdous weather . ~.cmditions. . ..J.~Jl .. <,~sh _ue ca.me.a so as to b& ac• 
tba.t can be datelrted Wl'tll--ittl:J:lt>IIM····=~~filie:.-crew--birtr•inaccesslble to 
weather ra.da.r eam:pm6lit;may reason- p!l.8s1mgers duiing normaJ operations. 
a.bJY be e:zpeoted a.long- the route to be (3) S1gns that a.re Visible to e.11 ooou• 
flown. unless the a.!rborne · -wea.ther pa;fltll to notify them whEln smokl:ng is 
rad.a.r equtpment required by .pa.rpgraph prohibited and wllen so.rety beltt. must 
(a) of this section ill 1n. satisfactory op- be fastened. The sums must bo con. 
era,ting oon«lltion. · · · struoted so that they can be turned on 

(c) Jf the airboros weather radar during a.ny movement of the airera.it 
equipmWJ.t · becomes iiloJJerative en on the surface, for eaoh te.keoff or land• 
route, the aircr&ft must be opoo:11.ted Jng, a.nd at other times considered noo­
under the instructiollll a.nd procedures essa.ry by the pilot in oommand. "No 
spectfied !or tha.t event J.n the ma.nual smok1ng-" signs shall. be turned on 
requ1red by §136.21. . wheJJ. r!)l;uired by §195.1117. 

(d) This seot10ll does not apply to aJ.r.. (4) r.aeservedJ 
era.ft UlSed solely within the State o! (b) Eli.Ch item of ec:1ntpment must be 
Hawa:11, within the State of Alaska, U1.SIHJoted regularly under inBJ)eotion 
within tbe.t :.,art of Oanada.·weet oflon- periods esta.b]jshed 1n the operations 
gitud.e 130 degrees W, between le.tltude apeci!loa.tions to ensure ita condition 
70 degrees N, and la.titu.de 58 degrees N, for oont.inued a er vie eabU ity a.nd ilnme­
or during a.ny tra.1n1ng, test, or ferry dia-te readiness to :perform. its intended 
ill.ght. . · · '. ·-c~rge'4cy ~ses. . 

(el Without regard to any other pl'O· [Doo. No. 1609'/, ,ia Fll. ~07Ba, oot. 10. :una. aa 
villion of this part, ll.Il .alt'll'-"lll.•~ec- aiii&lio.el1' bY ·A.fudt. 186'.-M;" liS"·m·Illil6lr, "Apr .. 
trioa.l p0wer Blll>P1Y is not requll'ed. for 18, 11l118; Amdt. 1&,--4ll, 67 FR 1-. Me.¥ 4, 
2.irborne wea.ther rada.r• equipment. 1992, Amd~, 185-44, 67 FR 12876, Sept, :u;, 1992; 

§13li;t 77 F.mm-genoy equipment re­
quirements for aircraft .wn,ing a 
pusru,ger ~ conf.i£Ur. · · 'dion of 
more than 19 pllS!lellger1,. 

(a.) No person ·may operate a.n aircraft 
ha.Ying a. passenger eea.tlllg oontigura.­
tion, excluding an:v pilot seat, of mora 
than 19 sea.ts .unlel!ll it !s equipped with 
the followmi. emergency equipment: 

(1) At least one e._p_proved fu!?J;:-_aj.d.kit 
Ior trea.tme:nt or injur!ee lik~ to 
ooc11r :In flight or in a mmor a.ocldent 
tha.t must: 

(1) Be read11Y a.ooeaaible to · orew­
menibers. 

(11) Be sto.red eeot11'8l-y and kept free 
'from d\lst, mo1etllN!, and da.ma.g'l.Ilg 
teinllffratlll.'os, 

(ill) Contain at least the followmir 
appropriately maintained ·cOlltentE in 
the e_peoified quantities: 

Arndt. 185-41, 159 FR 1781, Ja.n, 13, 1S9!!; Amdt. 
135-a3, 6ll PR 5l'Jll48, Oot. 18, 11194; o9 l!'R l>S:!03, 
Nov. 4, ~994; Amdt. 121..,9!11, BS Flt. l.9oo;, A,pJ>. 
lJI, 20011 . 

§136.178 Additional emergency equip• . 
ment. 

No :person ma:v operate a.n a.il'Plane 
having a :riassengsr seating oonflgura­
Mon of more than 19 asa.ts, Wlless it has 
the a.ddi ti<mal emexgen<:Y equ.ipm snt 
specified m par~ ( a) through (1) 
of th:ll! section. 

(a.) Means for emergency evacuatlnn. 
Each ~aeoge:r-can-:vuig la.ndplane 
emergency exit (other than over-tho­
wlllg") tl:!a.t is more tha.il 6 filet trOllJ. the 
grolllld, witll the ajrpla.ne on the 
,::rollll.d and the la.nd!Itg gee.r extended. 
must have an a.p;u,oved mea.na to B.lls.lSt 
th6 occnpants. ill desce.ndmg to tho 
ground. The aslrtating r:nell.ll.6 for a 
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iloorwlevel emers-eno:v exit must meet· 
tho req111l'ementl! of § 25, 809(£)(1) of thi.8 
ch&pter 1n afiect on AJ,i:rll 80. ·1972, ex­
cept tha.t, for a.ny a.1rplana for whlch 
the a.pplioa tion for the tYl15 certificate 
was filed a.ftet' tha.t date, it must meet 
the requirements 11nder wbtoh tile a~ 
pls.ne was type ll_ertµiooted. An 1Wsist­
:b:lg means that deploys a.utomatloally 
must be armed d1:11'1ng ta.•XUng, tak&­
ofl'B, ·and la.1idlngll; however, the Admm-
1&tra.tor may gra.11.t a. deviatlon from 
the ,requirement of 11,u_wina.tic deploy­
ment. if he find& tba.t .the design ofthe 
exit makes coJ:IU)lJ.a.nce 1Illl)ractioa.l, li 
the assi.Jltini: means automatically 
erects upon deployment and, with re­
spect to required emergenay exits, if an 
emargency BVll,Ouation demonstration 
is conducted 1n a.ooordance with 
§ 12L291W of thls chapter. T.b!a pa.ra.­
g:r:a.ph does not apply t.o the l'ear win­
dow eraergtlncy eJtlt of Douglas D0-8 
a.irpla.nea operated with rewer than 36 
occupants, inoludlnr orewmembfml, 
and;fewer than fiw exits &llthor:ized for 
passellg'tll' use. 

(b) hl.terlor emt:rgency e.rit ma.rkmg. 
The folloWin!l' mm3t be 0OlnlJlled. with 
for ea.<:lh pll.ssenger-ca.rrying airpiane; 

(1) Each pa.asenget" eme=ncy exit, 
ltll moaJlfl of aoooss, and its means of 
operung must be conspicuously 
ma.rked. The identity 831cl. locating of 
es.Ch passenger emergency exit must be 
reoogniu.ble from a diata.nce equal to 
the wtdtll of the oo.b1n. The loQll.tton of 
ea.ch 11a.ssqer emergency 8'd t must be 
Indicated by a si~ v1a1blo to oocupa,nts 
approaching &1.0Jl8' the ma.in pa.ssl!IlgW 
aisle. There must be a loca.tlng !!lgn-

(j) Above the aisle nea.r ea-0h ov~ 
th&-wtng passCI!g!ll' emeri:eIJCY exl t. Or 
a.t another celling Iooatloll 1f it is more 
practical because of low headroom; 

(l1) Next to aacll floor lenl. PQHS0llS'Bl' 
emergency exit, except that one sign 
ma;v serve two such exits if they both 
can be seen read:lly ftum that sign; and 

(ill) On eaoh bulkhead or divider that 
prevents fore a.nd a:rt ViSlon a.lOllB' ·the 
paSSanger cabin, to Indicate emergency 
eodta beyond and obscured by lt, except 
tlua.t if this fa; not pOl!sibli,, the sign 
ma.y be pla.ced a~ a.nether a.ptJrOpriate 
location. 

(2) Ea.ch pa.ssenger emergency exit 
ma,rking and ea.ch locating sign. must 
meet the fol10W1ng; 

(i) For an ail'J;,Ia.ne ror whloh the a.p­
pltca.tinn for the type certti'lca te was 
filed prtor to May 1, 1972, ea.ch paa­
senger emergency exit ma.rking a.nd 
ea.oli. loca.ttng 8lgn mun be manuta.o­
tured to meet tb.e req_uireme;nts of 
§2l>.812(b) cf this chapter m, effect on 
11.Pril 80, 1972. On theas au-p).a.nes, no 
stgn m&S' oontinue-to-·be 11Bed tf·its lu­
·mmesean.ee"· (brigh11.11.8ss) deCl'ea.see to 
below 100 m1Cl'cla.mberta. · The · oolors 
may be reversed it""it .. increases the 
&merll"@ey mum1nat!Cti oJ the :i,a!I.­
BIJlUl8l' oom,pa.rtment. HoWllVer. the Ad­
ministl'a.tOJ: ma.y authorize deviation 
from the 2-mch ba.ckgxound require~ 
men ts if he finds. that spe01al Oir­
oumeta.noes exist tha.t make oompli­
&.llce lmpraotioal and tha.t the proposed 
devts.tlon provides an equivalent level 
of safety. 

(ill For a.tt all'plalle for whioh the ap­
l)lloatio.n for the type certifl.ca.ts was 
filed on or a,foor Ma.y.1, 1972, ea.ch pas­
senger emei-gency ;exit ma.rldDJr and 
each ·looo.tlng aign m=t be- :n>anniac­
tured to meet the interior emeri.er.,.cy 
exit marking requilements under 
which the atrpla.ne was type oertill­
CI.Lted. On th<n!e airplanes, no sign ma.y 
continue w be 'W!ed u: its lummescence 
(brightnaes) decreases to below 260 
m1c:rouunb6l't£. 

(c) Llghtlng for interu,r ewiroe'TI.C?J exit 
ma.rkings. Ea.eh l)a.!JSeng-er"<lalT,\'1Jlg aJr­
pla.ne must have an e,nerge.noy llgbting 
sys_tem, ind&P(lndent o.f the main light­
Ing system; however, 50t>.rCft& or general 
ca.bin illumination may be oommon to 
both tbe emergency -!Wei the main 
lighting llYBtems 1l' th,; pewer supply ·to 
the emergency lighting system ia 1nde­
pendent or the wwer supply to. the 
ma.in lighting system. The emergency 
lighting syl!tflm must-- . 

{l) Illwninate each :passenger exit 
=king and locat:lllg- slgn; 

(2) Provide &nOU!l'b general lighting 
in the pa.s6"llger cabin so that the aver­
age illumina.tion wben mes.sured at 40-
inob- intervals At sea~ at"mrest helirht, 
on the oenterUne o:C the ma.in pa.s;,enger 
u.lsle, ui &t least 0.05 too.t-oa.ndlea; a,nd 

(~} For airplanes ty!;is oert;if;cated 
after J a.nua.ry 1. 1058, inolude noor 
pro:,,d.ntlty emerg8llcy escape pa.th 
marlruig which meets the requ1rem6Ilts 
of §25,812(8} of thla cha.pt&r In &!f'ect on 
November 21,, 1984. 
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(d) Emergency ltght c,peration. Except (2) J!'oi- a pa.Bsengel'--ce.rrying a.trplane · 
fot' l1ghW fOl'nlllllT pal:'t of emergency for which the application for the type 
lighting SU bSYStema provtde.<1 lI\ . .c.Pm::.. Ce,,'t,iflt;alie Wa.El filad All- or after Ma.y 1, 
plie.nce wi~ § 25.8l~h) ot this ehe.pter 1972, the location of eacll pasaBllg'llr 
(as prescr:lbed iII pa.ra.graph (h) o! this emergeJ1cy ·exit 011ex11.ttnir lla.ndle and· 
section) that serve no more than one mst.t"uotlons for opemng tlle exit mUBt 
aalllat mea.ns, SJ.'8 independent of the be shown in accordance with the re-­
airplane's ,:na.tn emel.'gency 11ghtlng q13,remA11ts nnder which the a.1rplane 
eystema, aii1Ca.re a.atomatically ii,tt- we.a tn,e oertifica.ted. On these afr.. 
va~li---wfflm•··tihe a11s1!:Jb .·n:i.~s--:--it!~anes, no operating handle or oper­
ployed. ~ light reqliliei!; by para.- a.ting handle cover ma.v continue to be 
gre.phs--Cc) and {h) of this s.eotion mWlt:. u.sed tf its llllUlllel!cenoe (brightness) 
.....ill ... !l~,9J.l.l!!&g1Jl lll~.Y.._both. _from ~lij)II to below 100 mlcrolamberte. 
the :rughtcrew sta.tiori a.nd from a P~ (f) Emergency 1/tit · access. Aooesa to 
in the passenger compartment that 1s · emergency exits must be provided a.s 
reltdllY a~sible to a . normal !light follows for ea.ch pa.ssengex-ca.rryln8' au--
attendant sea,t: J)la.ne: 

{2) Have a. mea.n11 to P?event illa.d- (l) Ea.ch Jl~w,i,y between 1lld1-;:-;~t opera.t1on of the ma.11.ual con- viduaJ l.)al!Senger a.reas, Ol' leadlng to & 

)
is, Type r or Ty1)l:l II emergeacy wt, must 

{3 When armed o:c turned on a.t el- bi. ubobst!'llCtecl and e.t lea.st 20 inches 
tber station, remeJn lighted or hooome Wide 
lighten npon interruption of the a.tr- · 
plane's normal eleotr1o power· (.2) There mMt be enough sp,,.oe next 

(4) Be armed ar turned Ol'l d~g tax- to each Typa I or ~ 11 am.er~ncy 
itng, takeoff, a.nd la.ndlng. In show.mg-· exit to allow a o.rewmember to a.s~tst in 
oomplta.noe with thiS pa.ragraph, a the evacuation o! pusengers without 
tra.nsversa vel'tj,oal sapa.ra.tion ot the reducing the unobstructed width of the 
fnseJa.ge ne-ed not be cOllsldered; _passageway below that requlted in 

(5) Provide the reqllired level or mn- paragraph (f)(l) o:C this seotlon; how­
mina.tion for at-Ie!Wt 10 m1nutas at the e~, the Administra.tm- may <Lllthorrze 
orttloaJ ~b10nt oondltlons arter emer• dena.tion n-om this ~egun-ement-fo1• an 
geno:;,-Ja.ndin11;; a.Dd · airplane oertlfl.oated UJld& the provi-

(6} Re.v~rn. eookp1t control deviee that eions of 1,>11.l't 4b of the Civil A1:r RegU!a,­
llas a.n "on," "off," and "a.rmed" PQa.i- tlons in effect before December llO, 1961, 
tion. · · · if he f'lncle that'"spe01a.1 clrcmnstances 

(e>) Emergency e,:tt operating Jwndl~. e.z:lst tllat,i,roVid.e a.n eq11.ive.lent level 
(1) For a. pa5llenger-ca.rrYlnK &1l1Jlane ofaafl;t.Y • 
r:o:r whicb the ap.1111ca.t1on. for the type (S) The1•e m'W!t be a.ooeoo .rrom the 
cel'tifica.te was rued prior to MILY' 1 maJn a1sle to eaoll Type m imd Ty:;,e 
Ul'l2, tlle loce.tioJJ af ea.ch ps.ssqOO: IV .ant. Tbe, a.coelll! from the aisle to 
emergency e;lt opera.tmg handle, e.nd theae exit.a must not be obstrllcted by 
instl'tlctiorui tor opimlng the exit, mu.st seats. berths, or other pro_trwru>Da in a 
be shown by a marldng on. or nea.r the manner that would reduce the ettec­
e:dt that iu rea.d~ble from a dwta.n.oe of tiv-eness o! the exit. In addition, for a 
80 l.nches, In addition, for ea.ch. Type I transport ca.teg0ry airJJlaJJ.e cype oer­
a-nd Type Ir emergenny e:x:lt w1th a tifica.ted after January l, 1958, there 
ll;i_cki~ meo!;,.s.Dism released by rota:cy mUBt be pla.cards l.m,taJied in a.ocord­
motion of f;he handle, the instruetlons a.nae with §:J6.813(o)(8) of tl!J.s cha..l)ter 
for opening m115t be shoWD by-- for eaah Type lll e.xlt after December s, 

(l) A red arrow with e. llhaft e.t lea.st 199Z. 
three-:rourths i'11ch wide a.nd a head (4) If it is neoessa.cy to ps.ss thro\l8'h 
tWice the Width ()f the !Iha.ft, e;,i:tendb:lB' a _pe.ssageway between p,u;selllf8I" com­
a.long at Jeast 70" of MO a.t a ra.diu ap-- i,artments to rea.oh any :required emer­
_prol<imately eqnaJ. to thnle-:!ourtb.5 of gauoy exlt from aJJY so;iat in th(l _paa,­
. the handle length; a.nd r,enger calltn, the p~aa.geway must not 

(ii) The word "open" 1n red Iet~ers 1 be ObJJtru.oted, OUl'ta.lnB may, however. 
inch high pla.oed horizontally naa.r the be w;ed 11 they aJ.low fXee entry 
hea.ct of the arrow. through the passagewa:v. 

456 



ATTACHMENT 'b Page4 of5 

§ 135.178 

(6) No door ma.y be lnRteJ16d in IIJlY 
pe.rtl tion between pa!lsengar oompa.rt,­
ments. 

(6) If it is necessary to pass through 
a doorway sepa.re,tl.ng the passenger 
ca.bin from otber a.ree.s to re!Mlb a. re­
·quired emergeno;y exit from any Jl&.s­
aenge1• seat, tlie doOl' mmit ha.ve a. 
means to latch it in the cipeii.,ioaitlon, 

.. - ···a.nG-tbEHloOl'-·mWlt be latched Opell. d!ll'­
ini -·eacll takeoff a.wi' landing. The 
iatnb.ing mew.is mast be able. to Witb­
ata.nd ~e loe.ds µnpo~ed upon it when 

· ~h<1 dOOl' ta subj oot&d t,o '\ille."::ul'liima te 
inertia forces, rel a. tive to the . 11121'­
roundmg struoture, listed In § 25,661(b) 
of this ohapter. 

(g} E:rteriur e:cit marlangs. Ea.ch pas­
sanc-er emerg()ncy exit and the means 
of OpeJJing that exit from the ou.mide 
mllBt be marked on the outside of the 
e.h'pla.ne. There m net be a Z...lnch col­
ored band OU tlining Ela.oll J;llUlBe:Dg6T 

emergency exit Oll. the Ill.de o! the fuae­
la.ire. Each outside mlll'lting, ioclnd'l.!lg 
the b&Il.d, most be readily- diatinguish­
a.ble from the. =rounding fuse)Q,ge 
area. by contrast 1n oolor. 'l'b.e ma,rk­
!Dgs must oomply with the follow1ng': 

a> lf the reflecta.nce of the darker 
oolor :Ls 16 l)al."Ceot or Jess, the :refleo-. 
ta.nee of the l!gbter color muet be at 
leo.at 15 percent. 

(2') If the refleata.noe or the duker 
oolor te greater' than 16 percent, a.t 
least a 30 l)Bl'eent difference between 
its reflectance and tlle l'5fieota.noe of 
t.be lig-hw color muet be provided. · 

(3) El{1t8 that a.re not In the Bide ot 
tbe fuselage mnet have the external 
meaJLB of open.l.ng and applicable in­
structiona marked consp1cuolllllY in red 
or, it red is illcon&PiOUOUB a.gain st tbe 
oe,ckground color, in bright c.hrome 
yellow e.nd, when the openillg mes.n.s 
for suab. a.n exit ie lo oa.ted on only one 
eid e of tbe tueelage, a con8J)icuo'lll! 
marking to that e:f:feot must be pro. 
vided Dll the other sicle. "Refleote.nce" 
is the ratio of t.he IuminollB :floo: re­
flected by a body to the lun:ifnous il.m: 
it reoeives. 

· (h) Ertrnor =erueru:y Uoh.ttng and es­
cape route. {l) Erwh pa,ss&nger-<1a.rryJ.ng 
aJ!1)la.ne must be equipped with ene­
rlor lightdng tba.t ,nests the rollowtrur 
requirements: 

(1) For an a.ir,Pl a.n-e for Vlhi oh the aJ>­
plicat;ion for tha type cert:lfica.te wa.s 

14 CFR Ch. I (1~1-14 Edition) 

filed prior to May 1, 1972, the require­
ments of § 26.812 (f) and Cg-) of thil3 oba.p­
te.rin eifect on April 30, 1972. 

(ii) Far ilJl BJrp]a.ne for which the ap­
plica. tion fnr the _ type oertifica.te , wa.s 
fl.led on Ol' IIJ'ter May l, 11172, tbe exte­
rior emergency lighting requttemente 
nnder whic.h the atrpie.ne was t:9'lle oer-
tifica.tell. . . 

(2) Eaoh pasaenger-oo.rrying airplane 
must be· _equip;ied with a slll)-resistant 
eaoape route t;ba.t meetll the following 
requi;'ements: 

(1) For an afri,ilruie1'6i• wluch the &l)­
p]iootton tor the type oert1t'ica.te was 
filed prior to May 1, 1972, the require­
ments of ¼Z5,803(e) or thls cllaptar 1n ef­
fect on April 30, lll72. 

(ii) :For a.n e,iJ:Dlane for which the e.p­
plica tiou ror the type oertlfica.te wa3 
filed on Ol' after Ma;v l, 19'12, th .. 611:.,->:e­
ei.sta.nt el!Ca;>e route reQ.llll'tlments 
under wh1oh the a.irple.ne wa.e type asr­
tifica. ted. 

(i) P/or,r level e:rita. Ee.oh floor level 
door or writ in the Side ot the tuseJa.ge. 
( other than thOlie lea.dmg- into a. C8.I'lfO 
or lla.gge,ge CO?UJ;la.:rtm en t that 1:s not 
accessl.ble trom the passl!llg'8l' e&bill.) 
tbs.t 1s 44 or mnra tnohaJl high a.nd :m or 
more inohee wide, bu.t not w1uei· tban 
48 inoh11s, ea.oh pasaenger ventral exlt 
(8.ll.OeJ:lt the ventral exits on Ma:rt1n 404 
a.nd Oonva.ir Zi0 airplanes), a.nil ea.Oh 
tall cone ex1t, must meet the requires 
manta ot this seottcm ror floor level 
emergency exitr.. However, tho Adml.n­
istra,tor ma,y iµ-ant a deviation from. 
th1$ p&ra.gl'aph Ji he finds ~t cir­
cumstances ma..ke :full Oom.J)lian,oe im-· 
pra.ctlcaJ. and that an a.ocspta.ble · li,vel 
lli' safety has been e.c.b.levc,d. · 

(i) Adaitional emergency exits. Ap­
proved emergtlllcy exits m the pa.11• 
senger cOmIJartmants tha.t a.re in ax­
cess of the nrtntmum number or re­
quired emergency exita must meet all 
of the a.ppJjMble :prOviel.OnB of tll:ls seo­
tic.n, except Jlll,r!!JilTll,phB (1J (1), (2), a.nd 
(8) of this section, and muat be readily 
iwcefllllble. 

(k) On ea.ch large pasSEID.gel'-(l&l'l'yi.ng' 
turbojet-powered al.rplana, ea.ch ven­
tral exit and taUCOll8 0%1t must b-

(1) Dealg.ned and corustruoted so tha.t 
lt cailllOt be OJ)e:lled during flight; and 

(2) Ma.rked with a. pl.a.card rea.da.ble 
from a. distance of 8D lnches and m­
sta.lled a.t a. consptonous location nea.r 
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tha meanB of opsnlllg- the exit, stating 
th.at the exit has been de~lgned a.nd 
oontrt.ro.oted so·tha.t it cannot be opened 
dut'illg flight. 

(1) Portable llghts. No person ma,y op­
erate a. po.eHenger-oa.rr31:ll)g. aixpla.ne llll• 
less it is eo.uitlped with £1a.11h!lgbt stow• 
age provillions acccelll.ble fi'om ea.ch 
flight atte:ndantseat. . · . . . 

[Doc. No. 26681l, '!fl FR l9'M6, Mn;y 4, 1il92°; fif.. 
FR 2912~. J\llle 80, i91l2. aa amendeel at 57 Fl!. 
3468:1, .ll.ttg. 6, l1!9l!J 

··· flS~~~{erable mstrwiiems' and 

(a.) No person ma.y take off an air­
craft with !nopera.ble instrumentii or 
equipment .Installed Ull1e.ss the fol• 
lawing conditions a.re met: 

Cl) An ~:proved Minimum Equipm8Z1.t 
List exifltB for tha.t sircra.ft. 

(2) The oert1:fi.Ca.te-holdillg district oi­
tlce has feaued the certificate holder 
oparation.a speo1fic.ations au.thorizing­
operations 1n e.ccol:'da.uce with M ap­
proved Min1mum l!lQ.uipment List. The 
.mirht crew 3ba.ll have dlreo t ir.ooesa a.t 
a.ll times pdor to lligbt to &ll o! the in­
formation oonta.ined In the a.pproved 
l\fininllll]l Eqwpment • List through 
printed or other means aPlll'OVed by th;, 
Adminietrator ill the certifion.te hold­
e~i; .. o:Pe;i:atlqna 6:lle.cific11,tioJ:!ll. 411 ap­
proved Minimum. EQ.ui;>ment List, 11S 
autnorized by the operation.s speclflca,.. 
t1ona, oonstltutea e.n 11.l)Jll'{)ved Change 
to the type dea1gn w!thou.t reqUirtng 
recertlflc.ation, · 

(8) 'I'he a,llpl'oved Minimum lilquip­
ment Liet must: 

Ci) Be :.irePM"ed in . aooordll.Iloe with 
the linu ta tiolll! spaci11ed in pal'agtapb 
(b) of thla section. 

(11) Provide !Ol' the OJJer&tlon of the 
ail'ora.ft with certain Jnstrll.ments and 
equipment m a.n inoperable condition. 

( 4) RecOl'ds idei:l.t:lfylng the inQparabl e 
mstt-uments axid eqn1_pme,nt a.nd the 1nc 
forme.tf.on required by {a)(8)(Ji) or this 
sect.I.on must be ava.ile.blci to the pilot. 

· · (5) The a.irara.ft is operated ander all 
e.ppltce.ble eond1t1ons and 11.m1tat1ons 
oontained •in the Minimum Equu,inent 
List and the oparat:lone apecU'Jcationa 
authorlzJJ!g use of the Minmlum Equip• 
ruant List. 

(b) The following' inBtruments 8Jld 
eqUJpment me.y not be included.in the 
M:inimuni E11111IJment List: 

§ 135.180 

Cl) Instrn.ments a.nd equipment that 
are eU;her BPeolfloal.ly or otherwise re­
qttired by the al:rworthiness reg:llire­
mente under whlch the aJ.rpIAne is tn,e· 
oerti!icated and which a.re essent1a.l!or 
sa.fe oparat1ona under all ol)!lre. tiI!g · 
conditions. 
· (ll) Imitrnmentl! ... a.nd e(l:1l1pment re­
qllll'ild by.an airworthiness directive to 
tie .In operable condition unless the ai.J:­
worthinees directive pravideis other­
wise. 
· ·(a, .:1Dstrp:mants .. ;mrt· .equj,pment :re.-···--···---·-····-· 
qu.irBd for sp1tc.ifio open.tioru. by thia 
.l)al't. 

(c) Notw1~taJ1ding pa.rag:ra.pha (b)(l) 
11.nd {b)(tl) · or this seotion, an. a:lrcn.t't 
with inoperable :lnstrwnenta 01' equiJJ• 
ment may be ope.rated unde.r a special· 
flight Pel'mit under §§21.19'1 a.nd 21.199 
of this· eh apter. 
!Dll~. No. 25'/SO, 56 Flt l2all. MU. 2:l, 19ill; 66 
J!'R 14rul0. Apr. B, 1991, as a.mended by .A.welt, 
l<IH. 61. F~ 2618, J"-ll- 33, 1996; .Alndt. 135-91, 
ea ;F11. ~4688, Sept. 17, :t008J 

§ l31i.l80 Tl"BUio Ale.rt and Collision 
Avoidnnee System. 

(a.) Unless oth.erwiatt autborized by 
the Adlnlntstra.~. a.fter Deoomber 31, 
1900. no person may oiierate a tut"blne 
:powered· a;tl'}1laxie that lta,s a; passenger 
seat oonflguration, 11xoludi.ug a.n:v pilot 
eeat, of 10 to 80 seati; wilaes it 111 
equipl)ed with e..n 11.Pl)roved traffic alert 
and oollfalon a.voidalloe ayeten,.. lI a 
TOAB II system ill. tnetaUad, lt :mu.st be 
oa,pable of coordtna.tlni. with TOAS 
umts that meet TSO C-119. 

(b) Tllo a.\r.tiJa.ne flight ma.nual n­
qrund by §135.al .at this J]2.l't shall oon­
ta.in the· following information on the 
TCAfl I .a:vstem required by tbis seo-
tlo:n: · 

a) AJ)prot>rlate procedures for-­
(1) 'I'ho use of the ea.ui.Plnent; a.nd 

· (11) Proper fll.ghtor11w action With re­
®eot to the eQu!:pment oJJeratl.on.. 

(2) All outl:lne of all input souroes 
tlmt muet be overa.ting :for the TCA.S to 
fllllction properly. 

(Doe. No. 26366, M Flt 951, .J"-'l. JD, lll80, &S 
~n'1tid by Arndt. ~ 59 FR ff/fH/, Dco. 
2B, 1894] 
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Federal Aviation 
Administration 

Memorandum 
Date: SEP 1 5 2017 
To: , Director, Office of Audit and Evaluation, AAE-1 

From: - • Associate Administrator for Aviation Safety, AVS-1 

Thru: -. Executive Director, Flight Standards Service, AFX-1 

Prepared by: , Deputy Director, Office of Safety Standards, AFS~:2B 
-

Subject: AFX-1 Proposed Corrective Action Plan to A.AE-1 Recommendations: 
U.S. Office of Special Counsel (OSC) File DI-17-1298 

Recommendation 1: Develop a Co"ecnve Action Plan, wuh firm due drdes, which 
requires PMis to review the exemptions on the airworthiness certificates for all aircraft 
cu"ently overseen to determine 1) whether exemptions on each aircraft airworthmess 
certif,cate are appropriate (the modifications identljled In the exemplion were made) 
and 2) whether a,iy aircraft has a limitation preventing use in 14 CFR 115 operations. 
If an aircraft has a limitation preventing aircraft use under 14 CFR 135 operations, 
detennine if a subsequent STC allowed/or the removal of any private use limitation, 
and tJua appropriate documentation showing STC compliance was made. 

Concur: This is a complex. issue that will require extensive analysis and research to 
understand the scope and the impact of all exemptions currently in active use for . 
14 CFR parts 23 (Airworthiness Standards: Nonnal Category All.'planes), 
25 (Airworthiness Standards: Transport Category Airplanes), 27 (Airworthlness 
Standards: Normal Category Rotorcraft) and 29 (Airworthi~ss Standards: Transport 
Category Rotorcraft). There are cwrently over 1,000 exemptions within these 
14 CFR parts. requiring a labor-intensive review of each one to detennine if it allows 
conditions or limitations that could impact compliance with 14 CFR part 135 (Operating 
Requirements: Commuter and on Demand Operations and Rules Governing Persons on 
Board Such Aircraft} operations. Once these have been identified. we then need to 
determine if the limitation or condition impacts the operation of the aircraft. what needs 
to be done to address it and if correction is needed, can the aircraft continue to operate 
and if so, for how long and under what conditions, etc. 
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The exemption identified in this complaint1• allows the Cessna Aircraft Company to 
install interior doors between passenger compartments in the Cessna Model 560XL 
aircraft. The affected rule (14 CFR 25.813(e)2) states: 

No door may be installed between any passenger seat that is occupiable for 
takeoff and landing and any passenger emergency exit, such that the door crosses 
any egress path (iiicluding aisles, crossaisles and passageways). 

This exemption requiroo this opemti.ng limitation to be added to the Airplane Flight 
Manual: 

The airplane must not be operated for hire or offered for common carriage. 
This does not preclude the operator from receiving remuneration to the extent 
consistent with 14 CFR part 125 and 14 CFR pait91, subpart F, as applicable. 

As we know, 14 CFR part 135.178(f)3 operating regulation prevents the unsafe condition 
this exemption allows, and states in part: 

(t) Emergency exit access. Access to emergency exits must be provided as 
follows for each passenger-carrying airplane: 

( 1) Each passageway between individual passenger areas, or leading to a 
Type 1 or Type II emergency exit, must be unobstructed and at least 20 inches 
wide. 

The exemption and the requirements of 14 CPR part 135. l 78(f) appear to conflict in 
this case and could raise the question as to whether the aircraft is being operated in 
compliance with either the current air operators certificate or the exemption. Once the 
determination that the aircraft is being operated in full compliance of 14 CFR part 
135. l 78(f) is made. our concern is now whether the aircraft meets the requirements of 
its Type Design as airworthiness exemptions are explicitly granted as part of the aircrafts 
airworthiness. 

To accomplish the analysis and determine the scope and applicability oftbe analysis to 
aircraft currently in use for 14 CFR part 135 operations, will require the formation of a 
dedicated team of specialists to review each exemption, identify the applicable aircraft 
make, model, series and whether it imposes an adverse impact or potential 
noncompliance in 14. CFR part 135 operations. This team will include members of the 
Flight Standards Service and the Aircraft Certification Service. Once the exemptic:,ns 
have been reviewed and their potential impact to _14 CFR part 135 operatiom1 bas been 
determined, a comprehensive search for aircraft currently used in 14 CFR part 135 

1 Attachm~t I - Exemption 8621.pdf 
1 Attachment 2-CFR•2017-titlel4-2S.813.pdf 
3 Attru:hmeat 3 -CPR.-2014-titlel4-vo13-sec13S-178.pdf 
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operations (about 11,041 aircraft) will be conducted to identify the applicable aircraft and 
companies (5,331 active certificated 14 CFR part 135 Air Operators). 

At the completion of the analysis, we will be able to establish the baseline for the -
continuing efforts to determine the airworthiness actions necessary to ensure the safety of 
all aircraft, with exemptions, currently operating in 14 CFR part 135 operations. While it 
is difficult to specify, with any certainty. what the continuing actions will be before the 

_ analysis is completed, these actions may include: 

1. Issuance of Afrworthiness Directives. 
2. Targeted inspections of identified aircraft by FAA assigned Principle 

Inspectors. 
3. Letters to air operators requiring them to demonstrate compliance with FAR 

135 within a specified number of days. - · - · - --- -- · - · --· 
4. Corrections of aircraft airworthiness certificates that- may list an-exemption that 

is not applicable to the aircraft for which it was issued:-··-·~ 
5. Removal of exempted aircraft from FAR 135 operations until they can be · 

brought into full compliance for these operations. 
6. Review of any Supplemental Type Certificates (STC) that muy have been 

applied to the aircraft to ensure continued compliance for FAR 135 operations. 

This action plan will resolve the complainants concerns for all aircraft currently in use for 
· 14 CFR part 135 operations, the actions to answer recommendations 2, 3 and 4 will 
address these same concerns for additional/new aircmft being added to 14 CFR part 135 
operations in the future. · 

Guidance, is currently in draft. that addresses the review of all exen:q>t,ions when 
considering whether .. an airplane can be added to an air operators certificate. This is--
further explained in the ~sponses to. recommendations two and three. 

When analysis and the scope of ihe work to be completed has been determined, a 
comprehensive action plan will be developed. We will complete the comprehensive . 
action plan by December 1. 2017. · 

Recommendation 2 and 3 (combined): Revise FAA Order 8900.1 to provide better 
clarll;y on ASI responsibilitks to review limltatlt>,is placed on alraaft as a result of 
limitatitJns in assoc/.aJ.ed exempJJons an4 estalilish proet1dures to eHSure exemptions are 
reviewed prior to aircraft addition to 14 CFR 135 Op Specs. 

Concur: It must be remembered, it is always the air operator's responsibility to ensure 
their aircraft are in compliance with their operating rules, as such, guidance bas been 
drafted for both the industry and FAA inspectors to mitigate the gaps found when adding 
an. aircraft to an air operators certificate. The draft guidance will enter our review process 
which includes soliciting comments from FAA inspectors. After the conclusion of this 
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process, we will publish an Information for Operators (lnFO), addressing the adding of 
an aircraft to an air operators certificate, and an associated Advisory Circular (AC) to the 
public outlining the changes and requirements for adding aircraft to their operating 
certificates. The time lines for publication of these documents may vary, however, our 
goal for project completion is within 6 months from September 30, 2017. 

Recommendation 4: Have personnel ill AFS-200 review the INFO prepared by the 
whistleblower w determine whether it is appropriate for publication, and ens~e that it 
is published in a timely manner. 

Concur: The content in the supplied InFO cites language from the FAA Order 8900. l 
(F1ight Standards Information Management System) that is outdated and is currently in 
the process of being updated. Publishing the current information in th.e InFO, as written, 
would only serve to promulgate known outdated information as well as being limited to 
only one exemption issue. When-the guidance materials have been updated, and- the 
analysis in recommendation 1 is complete, we ~U publish an InFO that addresses all of 
the identified exemptions that impa.t-1 current 14 CFR part 135 operations. 

We also propose to publish a Notice directed at Pl's to ensure the future aircraft additions 
to operator's operations specifications are reviewed with a specific focus on any 
aitworthiness exemptions and the compatibility of any associated Conditions and 
Limitations with the intended operations of the aircraft. We will publish the InFO and 
the Notice by September l, 2018. 

Recommendation S: In the June 27, 2013 DOT OIG Report, FM 's Civil Aviation 
Registry Lacks Information Needed for Aviation Safety and Security Meuures, Report 
Number F/~2013-101, OIG recommendations 1, 2, and J (page 10), al1 pertained w 
enhancing the accuracy and integri'ty of the information contained in the regutry. 
Based on the volume of aircraft iikntifred as operai.lng in the NAS with expired 
registration (as provided by the whistleblower), it is clear that the registry does tU>t have 
sufr,cient processes or personnel to maintain a robust and accurate registry. The FAA 
neetls to implement these recommentlations in a manner which addresses the 
recommendations' full inten~ to include sufficient quality control processes. 

Concur: The FAA is evaluating additional actions that could be taken to further enhance 
the accuracy and integrity of the information contained in the registry. Specifically, to the 
recommendations in the 2013 DOT OJG Report: 

OIG recommendation 1. Develop procedures for periodic reassessments of aircraft 
and airman data to improve and maintain dQta integrity. 

Response: Aircraft owners are required to re-register their aircraft every three 
years. The aircraft data is reviewed during the re-registration process. The 
Registry updates its airman data from data submitted when an airman updates their 



medical certificate. The FAA is evaluating procedural enhancements that would 
address registry records in cases where a safety risk is identified. 

OIG recommendation 2. · -Issue policy or regulations that clarif)1 informational 
requirements for registration of aircraft owned by trusts for non-citizens. 

Response: FAA published a policy clarification concerning registration of aircraft 
owned by trusts for non-citizens, in the Federal Register on June 18, 2013 

OIG recommendation 3. Develop procedures to ensure that airman addresses are 
kept current. 

R.e~wnse: Concemi;ig airman data, the Registry acquired software to standardize 
an address using the riiles"esfaotished bfthe1JS-Postal Service (USPS). It also 
checks if the-ad.dross .j5. :v:alid; Le, street, city,-state and zip code; by Qbeak-ing 

. ag~ase of addresses provided by the l)SPS. We intend to partner with 
other offices within the Flight Standards Service (AFS) and the Office of Security 
and Hazardous Materials (ASH) to develop plans for a multi-level active 
enforcement program to identify and address inaccurate aircraft operators and 
airmen records. We will complete a plan of action for this effort by December 1. 
2017. 
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