February 16,2010

To:  President Barack H. Obama, United States of America

The Honorable James L. Oberstar, Representative from Minnesota

Chairman, U.S. Congressional Committee on Transportation and Infrastructure
Secretary Ray LaHood, U.S. Department of Transportation

Administrator J. Randolph Babbitt, U.S. Federal Aviation Administration

From: Mark S. Lund, Aviation Safety Inspector, Minnesota
U.S. Federal Aviation Administration Delta Air Lines CMO

Subject: My Response to: The United States Office of Special Counsel File No. DI-08-2971,
U.S. Department of Transportation Office of Inspector General’s Report on,
“FAA Oversight of Airworthiness Directive Compliance at Northwest Airlines”

Dear President Obama:

As I understand from the U.S. Office of Special Counsel (OSC), this written response
will accompany their Report when it 1s forwarded to your office. [ have signed my consent so
that my response will be made available to the American citizens with the public release of the
OSC Reportt, File No. DI-08-2971. I respectfully offer this written response as a U.S.
Government employee 1n service to the citizens of The United States of America in the
performance of my duties to ensure and maintain their safety in the United States of America’s
air transportation system.

I swore, under oath, that [ will support and defend the Constitution of the United States
against all enemies, foreign and domestic; that I will bear true faith and allegiance to the same;
that I take this obligation freely, without any mental reservation or purpose of evasion; and that [
will well and faithfully discharge the duties of the office on which I am about to enter. So help
me God.

I have been employed, since September 1989, as a U. S. Federal Aviation Administration
(FAA) Aviation Safety Inspector (ASI) discharging my duties to protect the citizens of America
for some twenty (20) years now.

I am a United States Navy veteran having served, for five (5) years, my military duties
for the citizens of America aboard multiple aircraft carrier ships. I am humbly committed to
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service for The United States of America, its people, the Freedoms and Liberties for which this
Great Country stands.

We both know there is much work to be done, on behalf of the American people, in these
current difficult times. I humbly respect the difficult issues that you face daily in resolve for the
American people and the management of the affairs of The United States of America.

I am committed to you, President Obama, Chairman Oberstar, Secretary LaHood, and
Administrator Babbitt, to give my full effort to resolve the aviation safety concerns I have raised,
the safety concerns raised in this response, and will continue to raise, in the performance of my
duties to keep the American public safe in air transportation.

I understand that [ am protected by the laws of the United States of America from
retaliatory acts against me by FAA management for my whistleblower disclosure of FAA
management’s continued demonstration to disregard their oath of office to the American people
by catering to the desires of the airline(s), instead of addressing the safety concern, and electing
to retaliate against your employed FAA Aviation Safety Inspectors for disclosing airline safety
concerns and their efforts to ensure public safety. FAA Management continues to thwart the
effectiveness of the Aviation Safety Inspector to uphold the public’s safety.

I submit Mr. President, FAA management, and the un-safe, dysfunctional culture within
the FAA they have created, currently is the highest risk to the public’s safety in air
transportation.

The current dysfunction within the Delta Air Lines, Inc. FAA Certificate Management
Office (CMO), with the merger of the FAA Northwest Airlines, Inc. CMO, clearly evidences the
dysfunction between FAA management and the FAA Aviation Safety Inspectors.

My public safety concerns with FAA’s miss-management of the Northwest Airlines, Inc.
Air Carrier Certificate were validated by the U.S. DOT’s Office of Inspector General’s (DOT-
OIG) mvestigation in response to my U.S. Office of Special Counsel (OSC) whistleblower
disclosure, OSC File number DI-08-2971, for which [ am providing this formal response. (OSC
File DI-08-2971, ATTATCHMENT 1).

On September 28, 2007, the U.S. Department of Transportation Office of Inspector
General released Report Number AV-2007-080, again validating mine, and other Aviation
Safety Inspectors’ public safety concerns with Northwest Airlines, Inc. and the miss-
management of the airline by FAA Management. The OIG Report cites FAA Management’s
preference to retaliate against me rather than properly address the public safety concerns raised.
The public safety issues raised in this 2007 OIG Report currently exist today within the FAA
Delta Air Lines” CMO Management team and Delta Air Lines, Inc. now merged with Northwest
Airlines, Inc. (DOT-OIG File AV-2007-080, ATTACHMENT 2).
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On behalf of the American People, Let there be no mistake of what I am disclosing to you
President Obama.

Delta Airlines, Inc. is currently operating as a public safety risk due to FAA management
allowing a continuing un-safe culture to cater to the airline, not ensure compliance with 14CFR
Part 39 and Part 121 Regulations and FAA National Policy/Procedures, while not addressing
FAA Aviation Safety Inspector’s safety concerns raised in the performance of their public safety
duties.

FAA’s Delta CMO management has already set the threat of retaliatory acts, and/or re-
assignment, against those Aviation Safety Inspectors that have brought forth public safety
concerns evidenced by Delta Airlines, Inc and the miss-management of the Delta Air Lines air
carrier certificate by FAA Management.

The Delta Air Lines’ FAA Supervisory Principal Maintenance Inspector Mr. Keith Frable
and FAA Senior Management Official Mr. Tony Campbell had accepted January 6, 2010 Delta
Air Lines’ Voluntary Disclosure for Regulatory Airworthiness Directive non-compliance to
fourteen (14) Northwest Airlines’ Boeing B757 aircraft due to work instruction accomplishment
errors (FAA Voluntary Disclosure Details, ATTACHMENT 3). This is the very same FAA
miss-management acts validated in the recent U.S. OSC, DOT-OIG Report (ATTACHMENT
1) I am providing this response to.

I was the FAA Aviation Safety Inspector that identified this FAA manager failure and
caused it to be brought to the attention of FAA supervision. The non-compliant acts by FAA
Supervisor Frable and Senior Office Manager Campbell is the same act for which the DOT-OIG
is recommending that FAA Management Officials consider taking appropriate administrative
action against FAA office manager Mr. Ken McGurty (Northwest Airlines CMO and current
FAA Delta Air Lines’ CMO Manager) for approving the repeat (Airworthiness Directive)
disclosure and the three (Airworthiness Directive) disclosures accepted during FAA’s special
emphasis review. (DOT-OIG Response to U.S. OSC file DI-08-2971, page 15, 2" paragraph
and page 18, Recommendation 5, ATTACHMENT 1).

The continued FAA miss-management acts provide evidence to my public safety
disclosure to you Mr. President, that it is the FAA’s un-safe management culture that is inbred
into FAA managers that is the current highest risk to the public’s safety in air transportation. It
has continued un-checked at least since the ValuJet aircraft accident of May 11, 1996 in which
110 people were killed.

How is the un-safe FAA management culture inbred into FAA managers and
supervisors? FAA Management Officials reward their managers when they act favorably to the
airline despite their actions are contrary to FAA National policy/guidance and result in 14CFR
Regulation non-compliance by the airline. A current example of this is presently occurring
within the FAA-Delta Air Lines CMO management team.

The FAA Supervisory Principal Maintenance Inspector for Northwest Airlines, Mr.
Bruce Kotzian, is now being considered by FAA Management for the position of a permanent
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FAA Supervisor. To encourage him to accept the position, FAA management has offered him an
$8,000.00/year pay raise, as [ understand from those having conversation with Mr. Kotzian.

In fact, Mr. Kotzian should be held in consideration of disciplinary action, as is
recommended by the current U.S. OSC, DOT-OIG Report cited against FAA Supervisor
Principal Avionics Inspector Mr. Paul Biever. Mr. Kotzian is equally guilty of the impropriety
FAA approval of Northwest Airlines’” non-compliance with the Fuel Tank System (FTS)
maintenance program required by Airworthiness Directive and 14CFR 121.1113(c) Regulations.
The Airworthiness Directive and Regulation were enacted after the Trans World Airlines (TWA)
flight 800 Boeing B747 fuel tank explosion that killed 230 people on July 17, 1996 (NTSB
Report AAR-00/03).

The U.S. OSC, DOT-OIG Report DI-08-2971, page 10 and 11 (ATTACHMENT 1)
provides the OIG investigation findings and states on page 10, 4™ paragraph, “Specifically, the
Principal Avionics Inspector (Mr. Biever) approved the FTS maintenance program Operations
Specifications on December 16, 2008, even though he knew Northwest had not incorporated all
of the FTS requirements into its Reliability Document, General Engineering and Maintenance
Manual, and maintenance task cards. He also violated the AD by granting the carrier extensions
to January 31, 2009, (for the reliability and maintenance documents) and March 15, 2009,
(maintenance task cards) without obtaining approval from the (FAA) Seattle Aircraft
Certification Office (ACO).” The DOT-OIG Report recommends taking appropriate
administrative action against Mr. Biever.

Mr. Bruce Kotzian, FAA Supervisory Principal Maintenance Inspector, also had full
knowledge of Northwest Airlines” non-compliance when he collaborated with Mr. Biever’s
approval. Mr. Kotzian and Mr. Biever’s names are listed together on the written correspondence
between them and Northwest Airlines (ATTACHMENT 4). FAA Supervisory Principal
Maintenance Inspector Bruce Kotzian initialed the top of the Northwest Airlines” December 15,
2008 letter in which Northwest Airlines detailed the non-compliance in their FTS program with
future dates stated for full compliance. FAA Supervisor Kotzian was fully aware of Northwest
Airlines’ non-compliance and allowed them to continue to operate past the December 16, 2008
required compliance date (ATTACHMENT 4, page 1).

FAA Supervisor Bruce Kotzian was also the FAA Supervisor that complied with the
FAA Great Lakes Region’s direction to close out two (2) enforcement cases [ wrote for
Northwest Airlines” Regulatory non-compliance, EIR case files #2008GL010095 and
#2008GL0O10106 (ATTACHMENT 5). These 2 cases were submitted by me with a substantial
civil penalty dollar amount due to Northwest Airlines’ repetitive non-compliance with the
Federal Aviation Regulations I cited in the case Reports. The substantial civil penalty was
supported by FAA Order 2150.3B, Compliance and Enforcement.

FAA Supervisor Kotzian, demonstrated his willingness to do as the FAA Great Lakes
Regional Flight Standards Division Manager, Mr. David Hanley wanted, and closed the 2 cases
with administrative action letter of correction (AATACHMENT 5). Thereby, Northwest
Airlines is protected from being financially penalized for their repetitive non-compliance with
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Federal Aviation Regulations. United States of America Aviation Regulations enacted to keep
the public safe in air transportation.

Mr. Kotzian has earned FAA management’s loyalty to do as they say without question
and is now being considered to be a permanent FAA Supervisor with a reported $8,000.00 a year
pay raise. This is exactly how FAA senior management, Regional Division Managers, clone the
un-safe, dysfunctional management culture currently existing within the FAA and continues to
put the public in harms way while staying “cozy” with the airline.

The Attachment 4 documents were given to the FAA Flight Standards Southern Region
Manager, ASO-290, Mr. Ken Bryant, during his official inquiry interview with me on January
14, 2010 regarding pending FAA administrative action against Mr. Paul Biever and Mr. Ken
McGurty. I also provided additional testimony to support FAA disciplinary action against FAA
Supervisor Bruce Kotzian and FAA Supervisor Sam Varajon.

FAA Supervisor Sam Varajon also accepted Northwest Airlines” Voluntary Disclosures
for their non-compliance to Airworthiness Directives during the FAA’s AD special emphasis
review of March 13, 2008 through June 30, 2008.

On May 28, 2008, FAA Supervisory Principal Avionics Inspector Sam Varajon accepted
Northwest Airlines’ Voluntary Disclosure for their non-compliance with AD 90-24-02. This was
an AD that had been selected by the FAA to be reviewed. FAA Supervisor Varajon had given
advance notification of the AD under FAA review to Northwest Airlines. FAA Supervisor
Varajon accepted Northwest Airlines” AD Voluntary Disclosure for AD 90-24-02. He did not
reject it until he was put on notice by my email of May 28, 2008, to him, advising him his
actions were contrary to written FAA National policy and guidance. (ATTACHMENT 6).

The U.S. OSC, DOT-OIG Report DI-08-2971, pages 12 and 13 provides justification for
FAA to consider administrative action against FAA Office Manager Ken McGurty for failing to
comply with FAA National Policy/guidance in regards to accepting the airlines’ Voluntary
Disclosure. The last paragraph on page 13, of the Report, makes mention of FAA Supervisory
Principal Avionics Inspector Sam Varajon, in that he had, “rejected another voluntary disclosure
submitted May 28, 2008, citing that FAA guidance did not allow the violation to be accepted
because an FAA investigation or inspection was already in progress.” (ATTACHMENT 1)

However, the U.S. OSC, DOT OIG Report does not include the additional factual
evidence of my May 28, 2008 email to FAA Supervisor Varajon, after Varajon had accepted
Northwest Airlines’ disclosure. My email of May 28, 2008 motivated FAA Supervisor Varajon
to reject the disclosure after he had in fact accepted it (ATTACHMENT 6).

As is the case for FAA Manager Ken McGurty’s recommended administrative action
against him, the same applies to FAA Supervisor Sam Varajon. Varajon too needs to be
subjected to administrative action against him. The evidence supports that FAA Supervisor Sam
Varajon should also have appropriate FAA administrative action taken against him as his non-
compliance actions for accepting the airlines’ Voluntary Disclosure are the same as Mr.
McGurty’s.
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President Obama, [ earlier mentioned the enforcement investigation report, EIR #
2008GLO10095, for which I investigated and wrote recommending a substantial civil penalty
dollar amount against Northwest Airlines, Inc. FAA Supervisor Bruce Kotzian subsequently
closed this case with a letter of correction as he was directed by the FAA Great Lakes Region to
do (ATTACHMENT 5). FAA Supervisor Kotzian’s actions protected Northwest Airlines
from any financial penality for their systemic trend of Regulatory non-complinace.

The U.S. OSC, DOT-OIG Report DI-08-2971, for which I am responding to, contains a
discussion on EIR case # 2008GL010095 and case # 2008GL010106, both cases I investigated
and wrote the case reports. On page 15 of the U.S. OSC, DOT-OIG Report the two cases are
spoken to. According to page 19 of the Report, the Great Lakes Regional Specialist Mr. Tom
Duellman was interviewed (ATTACHMENT 1).

It was FAA Great Lakes Regional Specialist Duellman that initially processed the review
of my EIR case #2008GL010095. Mr. Duellman recommended a civil penalty of $325,000.00
on August 28, 2008 and initialed the Regional EIR processing form (ATTACHMENT 7).
Page 1 of Attachment 7, shows Mr. Duellman’s handwritten recommendation and initials. Mr.
Duellman also acknowledged that the 14CFR Regulations I cited for Northwest Airlines’ non-
compliance were correct. On August 28, 2008, Regional Specialist Tom Duellman had no
trouble understanding the EIR case I wrote, and as such, he recommended a civil penalty of
$325,000.00. (ATTACHMENT 7, page 1)

FAA Office Manager, Kenneth J. McGurty, also signed August 18, 2008 his approval of
the case, as written by me (Mark Lund), to go forward to the Great Lakes Regional Office for
legal action recommending a civil penalty in dollars (ATTACHMENT 7, page 4).

Yet, after the FAA Office Manager’s approval, and the Great Lakes Regional Specialist’s
recommendation of $325,000.00 civil penalty against Northwest Airlines, The FAA Great Lakes
Regional Division Manager David Hanley rejects the case.

On September 23, 2008, FAA Flight Standards Regional Division Manager David Hanley,
without providing any substantiation for his opinion that the case is not supported, sends the case
back to the field office. Mr. Duellman’s hand written record provides this evidence
(ATTACHMENT 7, page 1).

On October 3, 2008, Great Lakes Regional Specialist Tom Duellman initiates an FAA
Nonconformance Record (NCR) Number 5050. This occurs after Regional Manager Hanley has
rejected the case and after Mr. Duellman initially recommended a $325,000.00 civil penalty
sanction against Northwest Airlines on August 28, 2008. Mr. Duellman now cites in the NCR
that: 1) intentional systemic has not been proven. 2) Investigative personnel did not provide an
orderly and logical statement of facts. 3) None of the opinions expressed in Section B are
labeled as such. Mr. Duellman goes on to elaborate his fabricated findings in response to
Hanley’s directive. Mr. Duellman states the aircraft was not operated on 52 flights but 13
flights. Mr. Duellman is incorrect it was in fact 52 flights. He states the twenty-eight pages of
statements to support 9 items of proof is confusing. (ATTACHMENT 7, pages 6 and 7).

The Report I wrote was not confusing to Specialist Duellman on August 28, 2008, when
he recommended a $325,000.00 civil penalty on page 1 of Attachment 7, to this response. Mr.
Duellman is now being directed by FAA’s Regional Division Manager, David Hanley, to send
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the Report back to the field office. Mr. Duellman is now fabricating issues with the Report he
initially found acceptable in effort to appease Manager Hanley.

On November 6, 2008, I responded in writing to FAA Supervisory Principal Avionics
Inspector, Paul Biever, refuting the non-conformance issues now raised by the Great Lakes
Region. (ATTACHMENT 8).

It is evident by the U.S. OSC, DOT-OIG Report that my written response was never
forwarded to the FAA Great Lakes Regional Office. I suspect FAA Supervisor Paul Biever did
not disclose my November 6, 2008 NCR response letter as it presents Biever’s and the Region’s
willingness to protect Northwest Airlines from the legal action of a substantial civil penalty
dollar amount of $325,000.00. FAA Supervisor Biever and the FAA Region preferred to
retaliate against me for doing my public safety duties in accordance with FAA National Policy
and guidance. The letter I wrote is attached to this response and provides details of Supervisor
Biever and the Regional Office’s efforts to protect Northwest Airlines and retaliate against me.
(ATTACHMENT 38).

The U.S. OSC, DOT-OIG Report, page 16, states that the FAA Great Lakes Flight
Standards Division Manager David Hanley has retired. The Report, page 16, 2™ paragraph,
states the Regional Specialist (Tom Duellman) in the case involving the valve actuators (EIR
2008GL0O10095, (ATTACHMENT 7 and 8), contained an inaccurate number of flights, and
lacked a logical statement of facts. Yet, it was Duellman that on August 28, 2008, cited a
$325,000.00 civil penalty against Northwest Airlines for this very case he know claims, after
David Hanley’s rejection on September 23, 2008 (ATTACHMENT 7, page 1) , that the case is
not supported.

The evidence supports FAA Great Lakes Regional Flight Standards Manager David
Hanley, under his sole authority without justification, directed the Regional Specialist to reject
the case for fabricated reasons. It is also clear, by the U.S. OSC, DOT-OIG Report, that Mr.
Duellman had not received my response to his NCR (ATTACHMENT 7 and 8) and that FAA
Supervisor Biever did not forward the response to the Region.

The complete facts of the events to my EIR case # 2008GL0O10095 clearly evidence the
FAA Regional Division Manager David Hanley’s abuse of authority in sole effort to protect
Northwest Airlines. It is interesting that now Mr. David Hanley is retired. .. the same as Regional
Division Manager Tom Stuckey and FAA-AVS-1 Nick Sabatini before him (Southwest Airlines
Congressional Hearings of April 2008).

It is Senior FAA Management that has cloned the current dysfunctional FAA
Management culture to stay “cozy” with the airline, protect the airline, and as such has placed
the safety of the public at risk. It continues to this very day.

FAA Supervisor Bruce Kotzian complied with the wishes of the Regional Office and
closed EIR file #2008GL010095 with a letter of correction not financially penalizing Northwest
Airlines (ATTACHMENT 35). Kotzian has demonstrated his loyalty to FAA Management and
is being considered for a permanent FAA Supervisor position with an $8,000.00/year pay raise.
Money buys FAA Manager loyalty and favoritism towards the airline.
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FAA Administrator Babbitt should not be surprised by the un-safe, dysfunctional FAA
Management culture that currently exists within the FAA. Mr. Babbitt was a team member of
the U.S. Department of Transportation’s Independent Review Team (IRT) that produced a
Report to Secretary Mary E. Peters, September 2, 2008. Excerpts of their Report, “Managing
Risks in Civil Aviation: A Review of the FAA’s Approach to Safety.” (ATTACHMENT 9)

The IRT’s Report, page 40 states, “The prevailing wisdom in the wake of the Southwest
CMO events, was that the most serious errors were made by one (FAA) Principal Maintenance
Inspector (PMI) who obstructed enforcement actions proposed by subordinates. That is what
ultimately embarrassed the agency (FAA) most of all, in that instance. Perhaps the public airing
of that case, and the resulting actions taken against that particular PMI, are still having the effect
of inhibiting managers elsewhere from interfering too much in lower level enforcement
decisions. Perhaps that explains to some degree why significant disparities in opinion about
choice of regulatory methods persist in some office, even now.”

“The IRT views the persistence of such starkly contrasting regulatory ideologies in a
small number of FAA offices as worrisome.” (ATTACHMENT 9, IRT Report, page 40).

President Obama, FAA Administrator Babbitt is now in the position to direct a change in
FAA Management culture and to directly intercede in the dysfunctional, un-safe culture that
currently exists between FAA Management and the Aviation Safety Inspectors within the FAA
Delta Air Lines Certificate Management Office. The largest airline in the world is currently
being miss-managed by FAA Management, and as such the safety of the public is at risk.

FAA Administrator Babbitt has made clear statement that the flying American public is
FAA’s customer and not the airline, Delta Air Lines, Inc.

Currently, there 1s dysfunction between the FAA Aviation Safety Inspectors and FAA
management in both, and between, the FAA Delta Air Lines’ Certificate Management Offices in
Atlanta, Georgia and Minneapolis, Minnesota. Aviation Safety Inspectors have already been
threatened with retaliatory acts by FAA management for only trying to comply with FAA
National guidance and policies. I myself have been accused by the FAA Supervisory Principal
Maintenance Inspector Keith Frable of not following FAA procedures when in fact I was. It is
he who has not complied with FAA National procedures. I have previously pointed out his
failure in accepting Delta Air Lines’ Voluntary Disclosure for repeat Airworthiness Directive
non-compliance on the Northwest Airlines Boeing B757 aircraft (ATTACHMENT 3).

The Aviation Safety Inspectors are being restricted in their assignments in effort that they
not identify safety concerns with their surveillance on Delta Air Lines or challenge FAA
management in management’s failure to follow current FAA National policy and guidance.

The FAA Delta Office Manager Mr. Tony Campbell has stated numerous times that all
must follow and comply with FAA National policy and guidance. Yet, management and
Supervisory Principal Inspectors are not held accountable for their failure to follow FAA policy
and guidance. Mr. Tony Campbell himself accepted, as the FAA Senior Management Official,
the Voluntary Disclosure Keith Frable had incorrectly accepted (ATTACHMENT 3). FAA
Senior Management’s sign off on Voluntary Disclosures is not stopping Management’s non-
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compliance with FAA National policy for the Voluntary Disclosure Program. FAA Manager
Campbell does not comply with his own rhetoric to comply with FAA National Policies and
guidance.

A Senior FAA Manager signature of acceptance for the airlines’ Voluntary Disclosure
was an FAA corrective action to the process as offered during Chairman Oberstars’
Congressional Hearings of April 2008. The FAA fix has proven itself not to be effective in
stopping improper application of the FAA’s Voluntary Disclosure Program. Until FAA
Management 1s strongly held accountable for compliance with FAA National Policy, FAA
management will continue their ways despite the rhetoric from Senior FAA Officials.

President Obama, Be assured, it is not the current FAA National Policies and Procedures
that are at fault. It is FAA Management’s intentional will not to follow FAA National
Policy/guidance ,when it benefits the airline, that is causing the risk to the public’s safety within
the FAA. FAA Management views themselves above compliance with their own policies and
procedures in effort to stay “cozy” with the airline.

There is currently much tension in both FAA Delta Air Lines’ offices between the FAA
Aviation Safety Inspector employees and FAA Management. This is a real risk to the public’s
safety.

Currently, a special FAA Team from FAA-AFS-900, under the direction of FAA’s Flight
Standards Director Mr. John Allen is conducting an evaluation on Delta Air Lines in response to
the U.S. OSC, DOT-OIG Report. Initially, this Team was to evaluate Delta Air Lines’
Continuing Analysis and Surveillance System (CASS). An effective CASS process is required
of Delta Air Lines by Federal Aviation Regulations, 14CFR 121.373. Delta’s CASS has been
identified by Aviation Safety Inspectors in the FAA Delta Atlanta and Minneapolis offices to be
ineffective. I was part of the merged program review team to determine if Delta’s CASS
program was acceptable and met all FAA policies and guidance. Delta’s CASS did not fully
comply. Five (5) years of historical FAA data evidence that both Northwest Airlines and Delta
Air Lines have ineffective CASS programs. Most of the findings in the DOT-OIG CASS
Report, AV-2002-066 exist today within FAA and at Delta Air Lines (ATTACHMENT 10).

FAA Supervisory Principal Maintenance Inspector Keith Frable approved the merger of
Northwest Airlines into Delta Air Lines CASS process despite public safety objections from the
evaluating Aviation Safety Inspectors. An airlines’ CASS process is the quality assurance safety
net over all airline maintenance activities. The CASS evaluation was not initiated by the FAA-
AFS-900 Team due to management objections from Delta Air Lines and the FAA. T was
personally present, as were other aviation safety inspectors, during the AFS-900 Team in-
briefings. Delta Air Lines” CASS program required by 14CFR 121.373 is currently a risk to the
American Public’s safety. Their CASS is not effective.

Why is the current Delta Air Lines’ ineffective CASS processes a risk to public safety?

On January 31, 2000, Alaska Airlines Flight 261 crashed into the Pacific Ocean just
outside of Los Angeles, killing all 88 people on board. Following the crash, FAA conducted a
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special safety inspection, which revealed that Alaska Airlines improperly deferred maintenance,
lacked standards for parts, and lacked effective quality control and quality assurance programs.
“According to the FAA, these problems indicated a breakdown in the effectiveness of Alaska
Airlines’ Continuing Analysis and Surveillance System (CASS). If the CASS had been
operating effectively, Alaska Airlines’ own internal monitoring process should have identified
the deficiencies in its maintenance program. In addition, the findings from the special inspection
raised questions as to why FFAA s routine surveillance had not identified the deficiencies in
Alaska Airlines’ CASS and ensured they were corrected.” (DOT OIG Report No. AV-2002-
066, Executive Summary, page I, ATTACHMENT 10).

The DOT-OIG CASS Report page 5, “FAA Needs to Ensure CASS Deficiencies
Identified Through Its Oversight Inspections Are Corrected,” states, “In another instance, a
major air carrier was assessed a sizable civil penalty in July 1998 for violating aircraft
maintenance and operating rules, problems that are related to the effectiveness of the air carrier’s
CASS. FAA entered into an agreement with the carrier to reduce the penalty by half if the
carrier made improvements in its maintenance program.

However, FAA Flight Standards Service Headquarters officials made a decision in
August 1999 to absolve the carrier of the remainder of the penalty because, in their view, the
carrier had complied with the agreement. (Senior FAA Management Officials enacted an abuse
of their authority in over ruling the local office’s validated public safety concerns. This is
exactly why FAA Management is currently the highest risk to the American Public’s safety.).

The local FAA office did not agree that the carrier had made sufficient progress in
correcting the deficiencies. Local (Aviation Safety) inspectors had identified 33 of 71
deficiencies relating to the performance of maintenance procedures that the carrier had not
addressed.” In July 2000 an FAA special inspection substantiated the local office’s inspector
concerns and determined that the carrier’s CASS continued to operate ineffectively.

FAA Flight Standards Headquarters’ Management thwarted the Aviation Safety
Inspector’s substantiated public safety concern effort and allowed continued operation of the air
carrier despite the carrier operating with a deficient CASS program which is required by Federal
Aviation Regulation 14CFR 121.373. The un-safe culture within the FAA has been inbred by
Senior FAA Management Officials that continuously trump the Aviation Safety Inspector’s
public safety concerns.

Delta Air Lines’ the world’s largest air carrier, is currently operating with FAA Aviation
Safety Inspector identified deficiencies with its Federal Aviation Regulation 14 CFR 121.373
required CASS program. FAA Management has allowed this to occur placing the desire of Delta
Air Lines to merge with Northwest Airlines above the safety of the public.

And so it is with sadness and dedication to the safety of the American People, that [ am
responding to the U.S. OSC, DOT-OIG Report because FAA management continues, to this very
day, in the miss-management of the now Delta Air Lines’ (merged Northwest Airlines) air
carrier certificate, the world’s largest air carrier. FAA Supervisory Principal Inspectors have
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discounted the safety concerns raised by us Aviation Safety Inspectors during review of the
Northwest and Delta merged programs., especially Delta Air Lines” CASS program.

Instead of resolving the deficiencies of Delta’s CASS program, FAA Management
elected to collaborate with the airline to obtain a single FAA issued air carrier certificate by
January 1, 2010, due, as I understand, to financial tax advantages for Delta Air Lines, Inc. As
such, the public’s safety is currently at risk in favor of financial tax advantages for the airline.

FAA management has thwarted the public’s safety to accommodate tax benefits that are
beneficial to Delta Air Lines. I thought that Senior FAA Management, as well as FAA
Administrator Babbitt, had made clear statement that the flying American public is FAA’s
primary customer and not the airline, Delta Air Lines, Inc.

The Alaska Airlines accident of January 31, 2000, which killed 88 people, was caused by
the failure of FAA management to heed the public safety concern warnings from your own FAA
Aviation Safety Inspectors.

Aviation Safety Inspectors, like Mary Rose Diefenderfer, an FAA Principal Inspector,
who was forced out of the FAA by FAA Senior Management (Brad Pearson FAA Flight
Standards Northwest Mountain Regional Division Manager) due to her relentless effort to gain
the public’s safety for the identified deficiencies existing at Alaska Airlines prior to the airlines’
accident that killed 88 family members, relatives and friends of America’s citizens.

Aviation Safety Inspector Mary Rose Diefenderfer lost her FAA employment due to her
un-relenting efforts to keep the public safe as she swore under oath to uphold.

Eighty-eight (88) people died because FAA management did not act on hers, and other
inspectors, safety concerns with Alaska Airlines’” un-safe Management culture, deficient
operations and maintenance processes presenting a public safety risk before the accident. The
death of 88 lives and the DOT-OIG Report of FAA’s CASS oversight now evidences the
Aviation Safety Inspectors public safety concerns on Alaska Airlines were valid while FAA
Management stayed “cozy” with the airline. 88 people died. What a tragic way to evidence
FAA Management’s preference to retaliate, in collaboration with the airline, against the Aviation
Safety Inspector and protect the airline at the public’s expense of lives. This is not an isolated
case with Ms. Diefenderfer. I too was un-justly removed from my assignment due to false
accusations from the airline and FAA Management’s collusion with the airline
(ATTACHMENT 2).

President Obama, please find attached, (ATTACHMENT 11) Mary Rose’s statements
detailing FAA Managers mismanagement of Alaska Airlines leading up their January 31, 2000
accident that killed 88 people. Her April 17, 2008 Testimony was addressed to the Honorable
Jim Oberstar during his Committee Hearings of April 2008 in response to FAA Aviation Safety

Page 11 of 20



Inspector whistleblower disclosures of FAA Management “cozy” to Southwest Airlines, thereby,
placing the American People’s safety at risk.

I ask you, President Obama, to direct your U.S Attorney General, Mr. Eric H. Holder, Ir_,
to review Mary Rose Diefenderfer’s statements. 1 believe they have merit and clearly disclose
FAA management’s abuse of authority and retaliatory acts against her, resulting in her
termination by the FAA for her diligent efforts to keep the American People safe. FAA
management discredited her, and other inspectors that raised safety issues on Alaska Airlines.

As a result, FAA management allowed 88 American People to be killed. I appeal to your sense
of service to the American People, to make Mary Rose Diefenderfer whole for the wrong done to
her by FAA Management.

FAA Management’s current unsafe culture has been allowed to exist evidencing itself
during the FAA miss-management of ValuJet Airlines’ and the resulting Flight 592 accident that
killed 110 people on May 11, 1996 (excerpts in ATTACHMENT 12). On February 14, 1996,
FAA’s Flight Standards’” Maintenance Headquarters” Division, AFS-300, prepared a Report on a
summary of Valulet Airline’s accident/incidents, enforcement history, NASIP inspections, and
the FAA surveillance activities.

Three (3) months before the Valulet accident, the FAA-AFS-300 Report recommends,
“Consideration should be given to an immediate FAR 121 re-certification of this airline. This
recommendation is based on such known safety related issues as the absence of adequate policies
and procedures for the maintenance personnel to follow. Additionally, the absence of engine
trend monitoring data, and the possibility of a continuous airworthiness maintenance program
that maybe inadequate because it uses reliability based procedures without a reliability program.”
There were 3 other recommendations given in the AFS-300 Report (ATTACHMENT 12).

el

The safety risk data on ValuJet was there, February 14, 1996, it was compiled and known
by FAA Senior Management. FAA Headquarters’ Maintenance Division made recommendation
to re-certify the airline. FAA Senior Management did not act and 3 months later 110 people
were killed on the May 11, 1996, ValuJet Flight 592. It was not the FAA need to develop better
database tools, such as the current ATOS process. It was the failure of FAA Senior Management
to act on the data they had. The FAA ATOS process has been a terrible waste of the American
tax payers’ monies. ATOS is cited routinely as deficient by numerous DOT-OIG Reports.

FAA Aviation Safety Inspectors like Mary Rose Diefenderfer, also sounded the alarm on
Alaska Airlines’ and the airlines’ un-safe culture to Senior FAA Management. She was
retaliated against by FAA management while Alaska Airlines proceeded to kill 88 people on
January 31, 2000 (ATTACHMENT 11).

My public safety concerns, disclosed to the U.S. Office of Special Counsel and the
subject of this response to you, with the FAA miss-management of Northwest Airlines’ by FAA
Managers of the Certificate Management Office (CMO), now merged with FAA-Delta Airlines-
CMO, were validated with two (2) recommendations to consider taking administrative actions
against the FAA Supervisory Principal Avionics Inspector and the FAA-CMO Manager. The
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miss-management of a major air carrier certificate that continues after the ValuJet accident of
May 11, 1996, the Alaska Airlines accident of January 31, 2000, the Southwest Airlines
Airworthiness Directive Congressional Hearings of April 2008, The DOT Independent Review
Team in which they report, September 2008, to be worrisome, and my disclosure validated by
the U.S. OSC, DOT-OIG Report No. DI-08-2971, of December 7, 2009.

And yes, President Obama, FAA is continuing to miss-manage Delta Air Lines, the
world’s largest air carrier. Delta Air Lines” CASS program, required by Federal Aviation
Regulations 14CFR 121.373, has been determined by numerous FAA Aviation Safety Inspectors,
including myself, to be ineffective in assuring Delta Air Lines’ maintenance is, and continues to
remain in full compliance with all Federal Aviation Regulation maintenance requirements,
aircraft airworthiness requirements, and that all aircraft operated by Delta Air Lines are safe for
passenger transportation.

On January 20, 2010, a Delta Air Lines” Airbus A320, N333NW, aircraft departed
Minneapolis on Flight 2412 to Cancun, Mexico. On arrival in Cancun, a panel on the right
horizontal stabilizer was found hanging down from its hinge and missing all 16 screws that hold
the panel closed. Delta Air Lines” Engineering Repair Authorization states the attaching bolts
were missing, not sheared off. The Delta Engineering Authorization directed taping the panel
closed for one passenger revenue flight returning back to Minneapolis. Delta operated the
aircraft in passenger service with this not airworthy condition because they failed to install all
panel screws. FAA commenced enforcement investigation under EIR File # 201080270112
(ATTACHMENT 13). Yet, there has been no immediate FAA action taken to improve Delta
Air Lines” CASS program, or Delta Air Lines’ compliance with 14CFR 121.367(c), that aircraft
operated are ensured to be airworthy.

President Obama, Why am I directing your attention to the failure of Delta Air Lines’
maintenance to install all panel screws in an access panel on the tail of a passenger aircraft?
Because,

On September 11, 1991, a Continental Express Embraer 120 aircraft while operating on
Flight 2574 crashed killing 14 people because the airlines’ maintenance failed to re-install all the
screws they had removed from the horizontal stabilizer leading edge deicing boot. The leading
edge came loose in flight and the aircraft crashed killing all onboard. (ATTACHMENT 14).

The Continental Express NTSB accident Report on page 44 (ATTACHMENT 14) also
finds fault with FAA’s oversight of the airline including FAA’s National Aviation Safety
Inspection Program (NASIP) team inspection following the accident. The Report states, “The
Safety Board is concerned that the limited scope of the NASIP inspection might have failed to
uncover areas relevant to the accident. For example, the NASIP inspection did not find
deficiencies in shift turn over procedures. It is known that after the accident Continental Express
took some action to ensure compliance with the procedures required in their GMM (General
Maintenance Manual).” “In summary, the Safety Board concludes that FAA surveillance of
Continental Express was inadequate because it failed to identify and correct deficient
management actions and oversight of the airline’s maintenance department, as well as to identify
practices in the maintenance program that were contrary to the GMM.”
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President Obama, [ was a member of that FAA NASIP team that conducted special
surveillance on Continental Express shortly after the accident. The FAA NASIP Team Manager,
Mr. Frank Maly, ( an FAA Great Lakes Flight Standards Regional Manager) told our team very
directly and specifically to not conduct surveillance in any areas of Continental Express that may
be a cause in the aircraft accident. FAA Manager Maly, was observed by myself and others on
the team, to be conducting evening socializing with Continental Airline’s management. FAA
Manager Maly sternly argued every finding team member Aviation Safety Inspectors brought
forth during the NASIP inspection. Some team members departed early due to the threatening
acts against them by Mr. Maly and his interest to present Continental Express with favor in the
NASIP Report. I swear to this as to how FAA Management protected Continental Express, and
parent Continental Airlines even after their accident that killed 14 innocent people.

It is not the NASIP inspection process that was deficient. The NASIP was deficient
because of FAA Management’s pre-determined desired outcome. It was FAA Management’s
position to protect the airline even after a fatal accident.

It was not the FAA’s computer tracking Program Tracking Reporting System (PTRS) for
data entry of Aviation Safety Inspector’s work activities and surveillance findings into a
computer database that was deficient prior to the Valulet accident. The un-safe data in the PTRS
database, identified by AFS-300, evidenced that ValuJet should be re-certified as an air carrier.

FAA Management Officials failed to act. FAA’s Air Transportation Oversight System
(ATOS) current surveillance tool evolved out of the ValuJet accident because it was believed
PTRS was not adequate. Millions of dollars in tax payer’s monies have gone into the
development and implementation of ATOS since Valulet. ATOS continues to be cited as
deficient in U.S. DOT-OIG Reports and the latest DOT Independent Review Team (IRT) Report
(ATTACHMENT 9) for which current FAA Administrator Babbitt was a team member.

The root cause of FAA’s failure to uphold the American Public’s safety in air
transportation is FAA Management Officials and the un-safe culture they solely allow to exist.

I direct your attention to the NTSB Report of the Continental Express accident
(ATTACHMENT 14), page 51. NTSB member John K. Lauber filed a dissenting statement to
the NTSB accident Report. Mr. Lauber points out numerous failures within Continental
Express’ maintenance actions. He even cites concern about the way certain factual background
information regarding senior (airline) management personnel has been handled in this Report (on
page 53, last paragraph). On page 54, Mr. Lauber states he believes the probable cause (of the
accident) should read as follows:

“The National Transportation Safety Board determines that the probable causes of this
accident were (1) the failure of Continental Express management to establish a corporate
culture which encouraged and enforced adherence to approved maintenance and quality
assurance procedures, and (2) the consequent string of failures by Continental Express
maintenance and inspection personnel to follow approved procedures for the replacement
of the horizontal stabilizer deice boots. Contributing to the accident was the inadequate
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surveillance by the FAA of the Continental Express maintenance and quality assurance
programs.”

I agree with Mr. Lauber’s statement and also would submit that FAA Management
wanted the Continental Express Air Carrier Certificate to be managed the deficient way it was
leading up to the accident. Continental Airlines had recently completed the merger of three (3)
separate regional air carriers into one Continental Express air carrier certificate. This is an
enormous amount of work for the FAA. [ was part of the FAA team in the Denver Flight
Standards District Office evaluating the maintenance programs and merger of the three (3)
separate regional airlines. Despite identified deficiencies existing in those maintenance
programs as we had evaluated, FAA management approved the merger of the certificates and
moved the certificate to the Houston FAA Office with Continental Airlines. ‘

Existing identified deficiencies within Northwest Airlines and Delta Air Lines also did
not get resolved before FAA Management allowed the merger of these two major airlines into
the world’s largest airline under one air carrier certificate of Delta Air Lines, Inc. This was done
by FAA Management for the sole financial benefit of Delta Air Lines, Inc.

As a result, the public’s safety is at risk with existing identified program deficiencies
within Delta Air Lines’ maintenance processes and the additional dysfunction between FAA
management and the Aviation Safety Inspector work force. The validation of my safety
concerns by the recent U.S. OSC, DOT-OIG investigation, as well as my previous safety
concerns validated by the September 28, 2007 DOT-OIG investigation of unsafe maintenance
practices at Northwest Airlines (ATTACHMENT 2), gives credibility to my statements and
current safety concern with Delta Air Lines due to their merger with Northwest Airlines.

I direct your attention to the September 28, 2007 DOT-OIG Report, Attachment 2, page
7, “FAA Needs To Hold the Northwest CMO Accountable for Correcting Identified Safety
Deficiencies.” The DOT-OIG cites that the FAA has not taken sufficient action to verify that the
FAA-CMO has corrected the deficiencies identified by its (FAA) two review teams. “FAA’s
second review team conducted on-site testing at Northwest in November and December of 2005
and-unlike the first (FAA) review team-determined that at least 14 of the concerns expressed by
inspectors and managers had merit. The second team also identified a problem with how the
(FAA) CMO resolved safety allegations.” “FAA finalized the report on its second review in
June 2006. However, we found no evidence indicating that the report was issued to the CMO or
that FAA’s Office of Flight Standards Service planned to verify that the findings and other
inspector concerns would be addressed.”

I direct your attention to Exhibit B of the report and the OIG Investigation Results. In
summary, it states, “Also, FAA did not develop a follow-up process to ensure that the Northwest
CMO resolved all the concerns that were identified.”

FAA did not resolve the safety concerns identified by myself and other Aviation Safety

Inspectors with Northwest Airlines and the FAA miss-management of Northwest Airlines by
September 28, 2007. FAA Managers’ miss-management of a major air carrier certificates is a
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systemic, Nationwide problem as we all saw with the Southwest Airlines Congressional
Hearings of April 2008.

FAA did not resolve the miss-management issues of Northwest Airlines and as a result
my safety concerns filed with the U.S. OSC in October 2008 because FAA Senior Management,
AVS-1, did not respond to my safety concerns written to him in July 2008. FAA-AFS-10,
Manager Mike McCafferty, under the direction of FAA-AVS-1 Nick Sabatini, took no action to
my safety concerns emailed to Mr. Sabatini on July 3, 2008 (ATTACHMENT 15). Again, my
concerns with FAA’s miss-management of Northwest Airlines were validated by the release of
the DOT-OIG Report of December 7, 2009, for which I am providing this response.

FAA’s ability, or more correctly, their lack of willingness to respond to public safety
concerns raised by Aviation Safety Inspectors clearly demonstrates their failure in my U.S. OSC
disclosure, DI-08-2971. My safety concerns were filed with the U. S. Office of Special Counsel
because, after some three (3) months, FAA Washington Headquarters Management took no
action to resolve my public safety concerns. My concerns were subsequently validated after
many tax payer dollars were expended for the U.S. OSC, DOT-OIG investigation.

As was given testimony in Chairman Oberstar’s Hearings of April 2008, FAA
Management is not able to resolve Aviation Safety Inspector public safety concerns. FAA’s
safety information reporting system under Mr. Mike McCafferty is a failure. There must be a
body outside of the FAA to legitimately resolve Aviation Safety Inspector public safety
concerns. American citizens have died in the Continental Express, ValuJet, and Alaska Airlines
accidents because FAA Management failed to heed and act upon the safety warnings raised by
experienced FAA Aviation Safety Inspectors.

The current and historical un-safe culture, of FAA Management, as presented in this
response, continues to be a risk to the American Public’s safety to this very day.

It is not the FAA’s automation and computer database tools that are a risk to the public’s
safety. It is FAA Management and the un-safe culture they have established within the FAA.
Yes, FAA Management speaks a safety culture but this is contrary to their actions.

An experienced FAA Aviation Safety Inspector, as myself and co-inspectors, that follow
FAA’s National Policies and Guidance, is very capable of identifying passenger safety risks with
the air carriers they are assigned to. The experienced Inspector is capable of obtaining solutions
for airline compliance. The experienced Aviation Safety Inspector is very capable of writing
factual and substantial penalty Enforcement Investigation Reports (EIRs) that will financially
motivate airlines to ensure their compliance with Federal Aviation Regulations for which they,
by the laws of the United States of America, are obligated to comply with.

The experienced FAA Aviation Safety Inspector is not supported by FAA Management
in their public safety duties, unless there is a predetermined FAA Management reason to do so.
The Aviation Safety Inspector has to typically fight through the FAA Management chain of
command just to perform his public safety duties.
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The easy way is to always agree with FAA management and not identify safety concerns
with the airline. FAA Management gives merit awards to inspectors for their assistance with the
airline. In 20 some years with the FAA, I have yet to see an award be given to an FAA Aviation
Safety Inspector for turning in a substantial penalty EIR against an airline. Yet, this is one of his
job functions. It is an enormous amount of work to investigate and write a significant EIR with a
substantial dollar amount of civil penalty. FAA Management awards Aviation Safety Inspectors
who provide what the airline wants. But they do not award the FAA inspector in his efforts to
gain current and continued compliance by the airline through punitive measures as provided in
FAA National Policy and guidance. FAA Management has bred the un-safe culture that exists
within the FAA.

It is FAA Management Officials that thwart the effectiveness of the Aviation Safety
Inspector on behalf of the airline and place at risk the passenger’s safety. It is not automation
and risk assessment databases that will correct this un-safe state of the FAA. It is a change in
FAA’s Management culture, including manager/supervisor replacements, to those that
demonstrate integrity to uphold the flying public’s trust for their safety.

It will take FAA Manager’s willingness to act on behalf of the safety of the flying public
first and not the interest of the airline, as is the current state of Delta Air Lines, Inc. It is as
simple as holding FAA management accountable for their own compliance with FAA National
Policies and Guidance; And, as necessary, removing those from the position when they do not
comply.

FAA Management has cloned this present state of FAA culture by selecting FAA
managers and supervisors that allow the continuation of this un-safe management culture,
placing the airline’s best interests over the safety of the flying public.

Northwest Airlines, now merged with Delta Air Lines, has a history of engine cowling
falling off in flight due to the failure of maintenance to install it properly. The airline, in the past
2 years, had a DC-9 aircraft experience an elevator attachment bolt fall out on takeoff causing
the flight crew to lose control of the aircraft, immediately returning the aircraft to the airport
fortunately landing safely. Again, the failure of the airlines’ maintenance to properly install the
bolt and a failure of their Regulatory required 14CFR 121.373 CASS program to identify and
correct maintenance deficiencies before they manifest themselves into safety events. These
systemic events of public aviation safety regulation non-compliance are now occurring with
Delta Air Lines. According to FAA Order 2150.3B, it is FAA’s expectation that a violation free
history is the norm. This current FAA National Policy is not being upheld by FAA Management.

The recent January 20, 2010 Delta Air Lines” Airbus A320 panel screws being left out
and the panel dislodged during an international flight to Mexico, the continued Airworthiness
Directive non-compliance Voluntary Disclosure of January 6, 2010, clearly evidences the
existing defective CASS processes at Delta Air Lines and the inability of the airline to ensure
their aircraft operated meet all FAA airworthiness requirements and are safe for flight
(ATTACHMENT 3 and 13).
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President Obama, my whistleblower safety concern to the United States Office of Special
Counsel included FAA’s miss-management of Northwest Airlines” compliance with FAA issued
Airworthiness Directives (AD). There was an FAA National review done beginning in March
2008 as a result of the FAA Aviation Safety Inspectors’ disclosure of Southwest Airlines” AD
non-compliance and the “cozy” relationship that existed between FAA Management and the
airline. This resulted in the Congressional Hearings held by Congressional Chairman Oberstar in
April 2008.

The U. S. OSC, DOT-OIG Investigation and Report, File No. DI-08-2971
(ATTACHMENT 1) of my disclosure were validated and cited the FAA CMO continued to
process AD non-compliance by Northwest Airlines with letters of correction when FAA National
policy guidance states that administrative action, such as a letter of correction, is not adequate
when there is a trend of noncompliance for the same FAA regulation. The Report goes on to
state that, “Despite the history and current trends, CMO inspectors (it is the FAA Supervisory
Principal Inspectors that have the authority to accept the airlines” Voluntary Disclosure. The
Aviation Safety Inspector does not have this authority) also continued to accept voluntary
disclosures of AD non-compliances, which exempts Northwest from enforcement actions.” “In
FYs 2007 through 2009, CMO Principal Inspectors accepted 15 AD-related disclosures, 1 of
which was a repeat disclosure for the same AD.” “They also accepted three disclosures during
FAA’s 2008 National AD special emphasis review.” “This action directly conflicted with FAA
and industry guidance that does not permit voluntary disclosures in anticipation of or during an
FAA inspection.” (DOT-OIG Report to U.S. OSC December 7, 2009, page 2).

Page 4 of this Report finds, “Due to ineffective (FAA) CMO oversight, longstanding
deficiencies in Northwest’s AD process continue to occur.” “Given that AD non-compliance
1ssues continue to occur in 2009, the status of Northwest’s compliance of more than 1,000 ADs
1s unknown.” FAA issues Airworthiness Directives (ADs) against un-safe conditions on aircraft
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