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STATEMENT OF THE HONORABLE DAVID R, HINSON, FEDERAL AVIATION

ADMINISTRATOR, BEFORE THE SENATE COMMITTEE ON GOVERNMENTAL
AFFAIRS, SUBCOMMITTEE ON OVERSIGHT OF GOVERNMENT
MANAGEMENT AND THE DISTRICT OF COLUMBIA, CONCERNING THE
SAFETY OVERSIGHT OF SUSPECTED UNAPPROVED PARTS. MAY 24, 1995.
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Mr. Chairman and Members of the Subcommittee:

I welcome the opportumty to appear before you todny on the subject of what we refer to
in the aviation mdustry as Suspected Umpproved Parts or SUPs. With me today are Mr.
Tony Broderick, Assocute Adnnmstntor for Regulmon and Cemﬁcatnon. md Mr. Bill
White, Deputy Director of thht Standards. ‘

At the outset, let me address the bottom hne i‘br us all, find that concmufety Simply
stated, do SUPs pose a significant safety problem for our-sir tnmponnmn system? No.
Are they a safety concern to the FAA? Of courss. Could they potentially become a safety
problem if we don't continue to addreu their root causes? Yes, and that is exactly why we
have a number of i u'nporunt initiatives underway to do just tlut, on which I wxll elaborate

in a moment.

Letmebﬁeﬂyputtheufefyimoiimobmwspecﬁve,ﬁﬁngywmmefoundaﬁonifor'
whywermhthesafetycbnclusioniﬂutwed.o. P«hnpsmosttellinygiltlmtthueare‘
literally hundreds of milliofis of parts on our Nation's airlines—a B-747 alone lias over .
5oooooopm;-mdweuﬁmmumisoooooom(mﬁkemdpumps

'conmmngmmymdmdmlpm)mclungeduchyur Since 1989, wehavereoewed

* only about 1,100 reports of SUPs. FAA'smvunmonofﬂwserepomhuled(uof '

" mid-May) to 114 FAA enforcement actions and 69 mmaﬁm ofwhnchSwere
 airworthiness directives. More telling, howsver, is that the National Transportation Safety
. Board, or the NTSB, which uwesngnesurjuumdgemnlamon accidents in the U.S,,
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has never found that an unapproved part has contributed to a U.S. airline accident. An

i

FAA review'of the NTSB's computeﬁied accident data from 1983 to 1002 disclosed 11
cases where a "bogus" part was noted as & contributing factor in a general aviation '
accident, but on further analysis of those records wé found, and the NTSB has agfeed,
that, in each instance, incorrect maintenance rather than a counterfeit or ﬁ-audulently
documented part was the problem. ‘We have asked the Board to correct this dzta to
eliminate confusion.

NTSB Chairman Vogt also addressed the u;ptc of unapproved parts in testimony before
the House Committee on Apptopriationg on March 16, 1993, and in record material for
that hearing, indicated: ' |

The Safety Board has not identified the use ofan unapproved part or a counterfeit
(bogus) part as a cause in any air camer accident. The Safety Board has, however,
cited the use of unapproved parts Y causal factor in general aviation accidents.
Typically, this involves the use of sutomobile parts or hardware available from 'y
local hardware store substituted for the more expensive approved aircraft part.

The cause of these accidents is attributed to improper maintenance.

»
4

WeueawmofﬁuWomepcﬂlﬂonlmpectoer«dleﬂbmm
xdmfyﬂxenmmﬁcﬂuenofpaﬂsthﬂmpurpoﬂedtobeappfoved.bmfor :
‘whnchnomanufacmru‘sapprovﬂhnbmusmd Whnlemchpmshsvenotbeul
theauuofanwudﬂu.mw:aﬁtyhmrdwmnucom

-

Snzmﬁcantly, ﬁ-omamkanemnentpehpecﬁve,themofbomorunlpprovedpma
notmludedmﬂnNTSB'sTopTenMoqudua. nordoentﬁndaphceontlnhn
of important accident causal factorsdeveloped byBoemgm s comprehensive report.
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Safety analyses have conmstently shown that human error is associated with the vast

majority of aucraﬁ accxdents " That is not to say that we should i |gnore this issue. Since |

becoming Administrator, I have reorganized the agency, created a new safety oﬁce,‘;;end
: «

set a new goal of "0" accidents, which is enabling us to be proactive, not reactive.*"

The Office of the Inspector General (OIG) conducted an audit of parts at 14 domestic and -

foreign repair stations, and reported their findings on March 7,1994. The report found .

‘that, of a total of 495 types of newly purchued parts, 43% (95% in the case of parts from

dlstnbutors) had insufficient doeumenw:on and were considered by the OIG to be
suspected unapproved parts. The report contained specific exnmplel for only 64 part
types. FAA then initiated an mvectngatton of the 64 cases cited, finding, however, that
there was adequate mformatmn to follow up on the OIG findings in only 51 cases. FAA'
technical findings were dramatically dxﬂ'erem from the auditors' findings. Of these 51
cases of suspected unappro\ged parts, FAA safety inspectors found

* 31 cases involved parts that did have sufficient documentation to trace them to

an approved source.

* 11 cases mvolved examplu ofmechames or repair stations exemsmgthetr
profesnonll prerognm, under FAA reguht:ons, to mbmtute similar, equlvalent
~pansmthecoumofarepur In fact, 8 of the ll eueemvolvedstandudpm:

] cuemvolvedanumkenusumpnonbytheOIGthnapmhadbeenmsnned, |

Whﬂl.mstead.xthadmerelybeenordereduthenmeﬁmeuotherpm _
‘ ‘4eamd1dmvolvewpphmtoa?mducnonApprovdHolderdnpmpemw
customers without direct-ship suthority. The parts, however, mett.henmeu&ty
 standards as the parts they suppiied to the PAH. '
‘2camremlted&omnnpmpermmﬂunnee—ummepprovedpmbutforthe

wrong apphcanon. R - -r.n.»j -

€
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* 1 case involved no production approval.

'] c;.se involved a counterfeit part. Significantly, though, the FAA and the
original manufacturer had learned of this type of counterfeit part and had ;,
previously advised the industry and the OIG about lt The repaxr stat:on tad been
alerted to the potential problem with this type of part and should not have used it.
It should be noted that the use of the part would not have produced a safety
hazard, nor;aru any evidence found that it had been installed on a

- U.S.-registered sircraft.

Thus, of the 51 cases in which FAA had adequate information upon which to assess the
OIG findings, only 8 cases (16%) involved problems of any nature and only 1 case (2%)
was directly relﬁted to unapproved pgruv(thu being a pfeviously-kmwn gounterfeit parts
case). Put another way, FAA verified the integrity of 98% of these parts.

demonstrate that unapproved parts ought not be of concern to us. Clearly, théy should be

. and they are. That's why we have a variety of initiatives underway to better address the .

problem. But before dlscuamg those efforts, Iwould like to explunwhat we mean when
wetalkaboutlpprovedorumppmvedpansmddambedwmmwehlvemphce

First, it's hnponilutorécéani:?ethekéydisﬁncﬁohbetwmtwo types of unapproved
parts: eoumuﬁextpmsorpwmthﬂ'wdulemdowmman-oﬂmedledbogmpanl—

| thatmmtroducedmﬂnpmmvemarybymmndmbypnmgFMmgmm

standards; :ndpartsthntmmumﬁmureduﬂuwnthoutFAAproducuonwthomyor

. without proper quality assurance. Discussions ofumpproved parts often merge the two
‘types of unapproved parts, which can Mconﬁmon, since the nature of the problems
and, indesd, the remedies are quite different: Criminal investigation and prosecution is the

- g e ——

1 cite _the preceding information only as a means of adding pmpecnve to this issue, not to

-
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appropriate remedy for those who make or sell counterfeit aviation parts, and we applaud

the DOT IG and the Department of Justiée for their efforts to seek criminal sanctions

agamst parts counterfeiters. Our experience, however, has been that, by far, most J

: unapproved parts cases are associated with lack of compliance with FAA productf’on and

maintenance regulations and procedures rather than counterfeit or fraudulently
documented parts. ~ .

There are sevenlmeamthroughwluchaputuupprovedtobemsuﬂed oanAAtype-
certificated nrcraft, aircraft engine, or propeﬂer Although the FAA Admmmrator may
approve other types of systems, parts are typically approved through one of 3 means: Da

' Parts Manufacturing Approval (PMA) issued by FAA under 14 CFR 21.303; 2)a

Technical Standard Order (TSO) authorization issued by FAA for products such as -
avionics; or 3) a production approval issued in conjunciion wnth type-certification

- procedures fora product.

Under FAA regulations, any replacement or modification parts that m produced for sale
for installation on a type-certiﬁqated product must be produced under one of the specified

..means of approval, unleu: l)they-arepansproducedbyanownéroroperltorfor _—

mumamngordtmngﬂutpenonsownprodua,ornﬂwymmndudpm(luchu
boltsornuts)t!utconfomtombhshedmdunrystmdatdlorUS speaﬁuﬂom
Naturally, gwen the compléx nature of many aviation products, manymanuﬁcturers rely
onoompomuorpmnmmmedbyodmmlomofwhlchmaynotholdm
FAA production approval. In this use, the productxon approvul holder (PAH), who uses
thosepmﬁ'omsuchamppher,nmsthgvensystanofqpahtyconﬁolmphcetoqverl,ee
the quality of the parts produced by that supplier. e '

-2 (-40 OERLIDY g VUD/vVilis
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A party supplier to a panicular PAH may uge either of 2 dpproved means to prov'i'de

replacement parts for products that are in service. The supplier may receive the PAH's
approval to ship parts directly to the end user or to a parts dnstnbutor under a rnethod .

 called the "direct-ship” method. In this case, the part is produced under the PAHYS

approved quality assurance system, and the PAH is responsible for the part's conformance

_ to the type design and with production quality assurance staridards. Under the second

means, the supplier may obtain it; own PMA or TSO approval from the FAA.

In order to receive a Parts Mmuﬁcmnng Approvnl or a Technical Standard Order from
the FAA, a supplier must demonstrate that a part's deslm complies with qpphcable FAA
regulations and must establish an FAA-approved production quality assurance system to
assure the quality of the parts produced. We have expenenced a problem with some
suppliers over the years in this area, with some supphm shipping parts directly to end
users without having received & PMA or TSO from the FAA. Although the parts are
idenitical to the parts they supply to the Production Approval Holder, and thus do not
represent a safety threat, they nevertheless are considered unapproved parts. As I will
explain shortly, we are acting to tighten up controls over this area to b;ing such suppliers

_into conformity with our approval process.

-~

L

I mentioned earlierthnthemgot'sundard'pmqis permitted under our regulations. All

'stand.ardpmhavepmndﬁmbmwithreeomizedpreﬁxu. Apmlhmnumayreislieea

mmmmmmmmmmmmmmdm
part. Gmﬂy,mndudpmmmwformﬁwapphaﬁmonmonmory
aircraft for which a part's failure would have ﬂgmﬁunt ufotyconsequemu. )

',Nwenheleu,munum_guudmgagmnnmndardpmthndonotconﬁomto

recognized specifications, wepamapmmtheGovmmMndummeExdnnm
Program, along with other government qenaunul industry representatives.

-
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Consistent with the FAA's safety regulatory structure generally, our regulations provide

that ’maintenance personnel owners, and operators bear responsibility for using approved

or otherwise appropriate parts in their maintenance work This includes cemﬁcated :epaxr

stations as well as airline maintenance personnd Repair stations performing mamtenance

_ work on air carrier aircraft must also meet the requirements of their customer's FAA-

approved maintenance programs. .

There are a vmety of sources to whxch nmntemnce personnel can refer to detemune
whether a replacement part is appropmte 'l'he mnufacumr of each product or npphance
prepares a maintenance manual defining the appropriate maintenance and wear limits for
some parts of the equipment. There is also a manufacturer’s i!lustuted parts catalogue ‘
(IPC), which lists most pam that make up the product and uses recognized standard part .

'nuinberstoidemifywhethérapmisastandardpm Ifapmisnot‘astmdudp'art, the

IPC typ:cally lists where the part may be purchued. MMon may also be available

ﬁ'om manufacturers or type-cemﬁcate holdets or in manufacturers' service bulletins and
service letters. Once a part t_mmber is properly identified, the installer may use either an
acceptable panrﬁ"om stock or order the part from an’gbpropﬁate source. When a part is

" received, the installer verifies that it is the correct part. It is important to note that -

maintenmcepersonndmtﬂinedtospotunuﬁalcondiﬁomofpuu,md,infac_gmag_y :
oftheumppmvedpansfepdnedtothc_FAAhavebeeuqleteaedbme. .

Thus, the FAA's basic regulatory structure for parts providec sat‘eguatduo help assure
monhmofpmsuboﬂ:dnmmuﬁcmmgmdﬂumﬂdhnon/openﬁonphuuof
the parts process. Dnmb\non,ontheoﬂwhand.mnotregumdbytheFAA. They

are neither responsnble for the production of parts nor for their selection or use in

maintenance activities. Inﬁu,umxanndmegmbmkmmyuotwenhaw
possession of parts. Under FAA's rules, it uthemduun—repwst&onnnd cemﬁwed
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maintenance personnel--who bear responsibility for assuring the airworthiness of parts
before they are installed. They may determine parts' conformity to applicable |
specifications and their airworthiness through documentation, through inspection ny

maintenance, or through a combination of both methods. ' N

A.; I noted earlier, FAA's activities in this area show that mosf problems relitec_l to
unapproved parts result from the lack of 1 PMA or 'TSO or from errors in maiﬁtenance or
documentation. We have found parts in use and in inventaries that supphers have
distributed directly to customérs without thur producuon under a Parts Manufacture -
Approval o without direct-ship authority from the Production Approval Holder.
Maintenance personnel also make mistakes. They may, for example, use the incorrect daia
" fora repair or may nﬁM s part number and install the incorrect Apart whiéh, evenifan

approved part, becomes an unapproved part for that repnr | Siné these areas constitute
the vast majority of adverse findings related to unapproved parts, wehaw.cdnpmmted
- our efforts on them. When we do encounter evidence of counterfeit or fraudulently
documented parts, we promptly address the safety concerns associated with those parts
and refer the case to the OIG for criminal mvemg&non,mvndmz such technical expemse
'asmayunstmthwmvesupnve eﬁ‘om '

-

’ Iwouldlike't’onkeafewmoﬁwxismivtodimu;omofﬂ@mﬁvchave’ukmmd_
wmbe:aungto.ddrmaﬁmpmwmm Many of these initiatives also -
respondtoOIGrecommdauons Intbeputmanlyun,wehavemeduvenl
AdwsotyCuculmpmvﬂmggmdmeetothcwutwneommtyon-upocud

- unapproved parts. Lmluly,mumed3wchwculanmsmng'8uppha5urvuﬂm
Procedures,” "Detecting and Reporting Suspectod Unapproved Pnrts,' "Disposition of
Unsalvageable Aircraft Parts and Materials.” Last year we also issued a revision to our’

- - N
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old Airworthiness Approval Tag as a first attempt at creating a bombiriation universal

parts control tag and maintenance release acceptable anyWhére in the world.

-1-’

We chartered a Parts Approval Action Team in September 1992, and followed that up in
August 1993, with the establishment of a formalized FAA Suspected Unapproved Parts
Program. Since 1989, we have had a headquarters office and an oﬁce at Dulles Airport

overseeing FAA's involvement with SUPs.

We have actwely involved our Aviation Rulanakmg Advisory Committee, comprised ot‘

industry and public representatives, with this issue. Based on their work and

recommendations, mcludmg minority opnmons tlm resulted from these eﬁ‘orts, we are
developing a new advisory circular on "Detmmmng Dnsposmon of Undocumented Parts.”

‘This will address the appropriate means ofretummg to service or otherwise dnsposmg of
‘madequately documented parts sitting in mvemones In addition to other guidance types

of material that we have issued and on Whld'l we are working, we have conducted
approximately 150 public seminars on.the SUPs problem, both domestically and .
mternmonaﬂy

In a major commitment to deal with the issue of military surplus parts, we have jointly ;

chmeredmeﬁ‘onﬁthﬂiebefenséDepmmpummtowhichwemembﬁslﬁnga '
_ pmcenfondenhﬁmgdualuu(nnhmy-avﬂ)ﬂmmnfayamwmcnﬁm Through

thateﬁ‘ort,FAAlndDODmumworhngtodeﬁnolprocmtomethummd

. parts lacking documentation, ptoperconﬁguuuon,orumoablhtyareldeunﬁedmd

mutaluedpnortotlmdispoal Tlurv:luew:nonlybeuulvaga,notuposuble

' unapproved replacement parts for our eommercul fleet.

‘
i

’
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With regard to parts suppliers who do not hold a PMA, we issued 8 Federal Register
notice in March to offer strong encouragement to suppliers to seek an FAA PMA for their '
products. Supphers were gwen until May 30, to apply for an appropriate PMA or 39 |
subject themselves to FAA penalties. Not surprisingly, we have received numeréus PMA
apphcatlons in response to that notice. We are also ‘working with an mdustty team,
chaired by the Aerospace Industries Auocuuon, to develop a comprehenmve PMA data
base to be available to mdusuy : .

There is also underway a sxgmﬂcant effort c::nw'nmg parts distributors and brokers. The
OIG had recommended to us that we ﬁke action to directly regulate these distributors, of ,

* which there are some 2,000-5,000, depending on how you define them. We have declined

to accept that recommendation, believing that the need to formally regulde distributors
has not been shown. Thus, the imposition of new Federal regulations that could b costly .
and burdensome without producing corresponding safety benefits would nmply be
unwarranted. Licensing of parts distributors could also logically lead to pressure for the
added regulation of airlines to require them to document for each part whether it was
purchased from an original equipment mamfacturer aPMA, ora licensed distributor.

- Further, at atu-ne of government downsmng. tlwhcumngofduuibutorsbytheFAA

would needlessly add to the heavy workload of our safety workforce and create ¢
unneceswycost_foi'ih'ogovmmmuwell. Instead, we believe that a far better

approach is for an apcredit’iﬁon program for parts distributors to bebatnblished.-

Wemwmmmyﬁmmﬁdummvdumwmm. |
under development by the Aerospace Industry Regulation of Distributors Task Force. We
plantoworknwewvdywnthmduﬁrytounplanﬂmdunthupmmfot
distributors. Anadwwryamh:uundadevdopmbyduFMﬂmwm:peaﬁy
quality standards and audmng criteria. As.pm ofthil eﬁort, wure considering what
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incentives we can offer to certificate holders who obtain parts only from dxstnbutors that .
have been accredited. In a con'espondmg effort, we are developing an FAA rulemakmg |
proposal that would make it a regulatory violation for a distributor or other person ,t_p.
misfepresent that a product is an FAA-approved product. Even though a distribufﬁ?s
activities would not du'ectly be licensed by the FAA, their false assertions would be sub_;ect
to FAA's regulatory authonty

In closing, Mr. Chauman. let me assure you lnd the Members of the Subcommxttee that

the FAA does not take lightly the issue of umpproved parts On the contrary, it is our
expectatlon that all parts used on aircraft be approved for that purpose. Although we

“have taken a variety of actions to address this issue, we recogﬁize that there is much ahead
of us. Aviation safety is a serious responsibility, and one that rightfilly must be shared by

industry and govemnient I am confident that, in concert with mdustty we are heading in
the right dnrectlon, and that we wnll continue to show progress.

That completes my prepared statement. I would be pleased to respond to questions you
may have at this time. | ' |

,,




