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IT IS A “TWO-FER” . . . . SURE, USING COMPOSITES ON ENTIRE 
AIRPLANES IS A BIG DEAL, BUT . . . THE BIGGER DEAL ON THE BOEING 
787 MAY BE BECAUSE IT WILL BE THE FIRST AIRLINER CERTIFICATION 
PROGRAM MANAGED BY THE MANUFACTURER. The FAA amended 14 CFR 
Part 183 — REPRESENTATIVES OF THE ADMINISTRATOR — by adding . . . . a 
new subpart - “D” - Organization Designation Authorization (ODA), which allows an 
organization to perform, on behalf of the Administrator, specified functions related to 
engineering, manufacturing, operations, airworthiness, or maintenance; existing older 
Delegations will expire in 2009.  
 The FAA has used Designated Persons since the late 1920s — usually because 
they don’t have in-house persons (i.e., Designated Medical Examiners to perform 
physicals for Airmen) or the financial resources to hire enough folks to do the tasks 
required by regulations1 (Congress will mandate some new program, Noise Control for 
example, but not allocate funds for training existing inspectors or engineers to research 
the issue or training). The Airworthiness Certification and Flight Standards folks are 
getting older and they cost more in salaries and benefits (health care costs increase as we 
age — yup) and you have to hire and train replacements as they retire. The “traveling 
public” wants to fly free and user fees aren’t acceptable. 
 
 Back to ODAs . . .  The last two pages are from FAA Order 8100-15 dated 
8/18/06. They provide you with a good depiction of the ODA TYPE CERTIFICATION 
PROCESS. There are comparable figures for each of the ODA functions. § 183.55 — 
Limitations — allows ODAs to do “most anything” unless the FAA notifies the ODA 
holder of where FAA will make specific findings (Areas of FAA direct involvement). 
Some friends at The Big Airplane Company in Seattle have stated that having an ODA 
merely legalizes what has become the “popular way of certifying airplanes in Seattle”. 
 
 The principal benefit to the ODA applicant is flexibility and the ability to work 
“24/7”2. Only one person at the ODA is “named” — the administrator. He can appoint 
any qualified (we hope) person to perform any task not reserved for the FAA. They can 
hire consultants, also known as guys they talked into taking early retirement, for an hour 
or a day at a time. Wanna’ work Sunday or holidays? No problem. Wanna’ job shop? 
OK. (More than one consultant)? No problem. We understand Manufacturing and 

                                                 
1 I was the 4th Designated Airworthiness Representative in the FAA’s Western Region when appointed in 
1983 and served until we relocated to California last year (24+ years). 
2 And make-up some of the program delay. 
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Engineering union contracts will expire this year. Gonna’ be interesting to see what 
happens.  
 
 AIRCRAFT WEIGHT . . . . Meanwhile our almost daily morning e-mails bring 
us reports from the Seattle Times, Seattle PI, London’s Financial Times (we have noted 
postings on the “web” from dating back to early 2006) about concern for the 787’s 
weight. Weight affects everything about operating an airplane . . . . the allowable payload 
(passengers and baggage), the runway required for takeoff, the time to climb to initial 
cruising altitude (greater than 31,000 feet at least), time until you can climb to an 
optimum altitude (greater than 36,000 feet please), cruising speed (greater than 460 knots 
please) and the amount of fuel required to fly to an alternate airport. The 777 excess 
weight was almost equal to the normal passenger load. Not good. Having almost enough 
fuel for non-stop Boston to Tokyo is going to upset the Bostonians (I found that fact 
while cruising the web – the Boston Airport web site – don’t want to have to go via 
Chicago — no sir!) 
 
 Aloha and the recent Southwest Airlines FAA problem had their roots in Boeing’s 
737 weight reduction programs. Reduce the fuselage skin thickness (wherever possible) 
from 0.040 inch to 0.032 (also known as 0-too-thin) and you save 20% on each square 
inch of the reduced area skin panel. You then get “knife-edge” cracking at the fastener 
holes and voila - a convertible. The reason for the weight saving program was to reduce 
the empty weight in order to have take-off weights below 80,000 pounds — and thus 
eliminate the congressionally mandated (in 1948) flight engineer. The “beach boys” 
(Douglas Long Beach) cut the DC-9 weight by reducing the fuselage width by one 
passenger seat (18 inches)3. In 1965 the FAA removed the 80,000 pound limit and based 
the flight engineer requirement on aircraft complexity. Note: Early versions of the Airbus 
A-300 and the first 5-6 767s had a flight engineer station (removed before Type 
Certification). 
 
 The ALOHA incident was caused by the FAA PMI allowing ALOHA to over-fly 
a required lap joint inspection (skin cracking problem) and twenty years later Southwest 
over-flew some of their lap joint inspections (with the PMI’s concurrence???). 
 
 We have inspected used aircraft from Alaska, American, Braniff, Continental, 
Delta, Eastern, Pan Am, Piedmont, United, Western and a few smaller operators. They all 
had, to one degree or another, actual or recordkeeping Airworthiness Directive 
compliance errors or omissions4. The largest air carrier of that group had overlooked a 
727 landing gear A/D for ten years. Did they confess — no way Jose. They did, however 
perform the A/D when they read it and the applicable Service Bulletin. 
          
     Travel schedule permitting, we publish this NEWSLETTER monthly to provide technical and operational news for Large 
Business Jet Aircraft Operators and Lessors of airline aircraft. We obtain this information from reliable sources but we are providing it 
without liability to our company. We encourage our readers to call or send us your comments or questions. Copywrite 2008 but you 
may reproduce this NEWSLETTER or use any information from it in other publications provided that credit is given to Transport 
Aircraft. 

Jim Helms, President 
                                                 
3 The DC-8 had 6 seats abreast – same as the Boeing products. 
4 Our inspections of Non-FAA operator’s aircraft have had better A/D Compliance. 
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 ODA holder and FAA hold familiarization meeting, or ODA holder notifies 
FAA of planned certification activity 

FAA establishes project number (If applicable)

AEG assigns chairman 
for FSB, FOEB and MRB 

(If applicable)

ACO assigns project manager 

FAA and ODA holder hold preliminary TC board meeting (Major projects) 
ODA chairs meeting unless retained by FAA 

(May be informal for less significant programs) 

FAA establishes certification basis (G-1 issue paper) and provides   
policy and guidance as appropriate 

FAA identifies need for Special 
Conditions 

(FAA prepares issue  papers) 

FAA notifies ODA holder of areas where FAA will make specific findings 
(Areas of FAA direct involvement) 

ODA Holder designs, evaluates, tests, and etc. 

ODA unit performs Conformity Inspections 
FAA participates as needed 

(Continues throughout program) 

ODA unit makes engineering compliance findings 
(Compliance with certification basis) 

ACO structures, systems, propulsion and cabin safety 
disciplines make specific findings for identified areas

ODA holder develops certification plan and proposes certification basis 
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FIGURE 8-1.  ODA TYPE CERTIFICATION PROCESS 
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The FAA and ODA holder hold preflight TC board meeting 
(For major programs, may be informal for less significant programs) 

The ODA unit issues TIA – includes certification basis, conformity requirements, required 
flight tests (test plan) and risk assessment. 

The TIA is revised as needed, to authorize additional certification tests. 
(The TIA contains all elements as FAA for standard certification programs 

The ODA unit performs conformity inspections and certification ground and flight tests 
authorized by the TIA

ACO flight test makes specific findings in the identified areas 

The ODA holder submits draft flight manual, proposed TC data sheet, and 
Airworthiness Limitations

The FAA and ODA Holder conduct function and reliability testing 

The ODA unit submits the TIR 
 

The FAA and ODA holder hold final TC board meeting 
The ODA holder chairs unless retained by the FAA 

(For major projects-may be informal for less significant programs) 

The ODA unit approves the AFM 
with concurrence, if applicable, from 

ACO and AEG 

The FAA approves the 
airworthiness limitations 

The FAA provides letter to ODA holder closing all specific findings 

The AEG issues results of operational 
acceptability, concurs with content of ICA 
and determines type rating requirements 

The ODA holder submits 
ICA 

Post TC Activity:  The ODA Holder tracks and 
monitors service difficulties 

ACO transmits TCDS to 
AIR-140 

The ODA holder submits Statement of Completion and TCDS 

The ACO issues original or amended type certificate 


