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Dat e: Decenmber 16, 1996

Reply to
Attn of: Assistant Inspector Ceneral for Auditing (JA)

Subject: President's Council on Integrity and Efficiency Conbined
Report on the Federal Gvilian Agencies' Aircraft
Managenent Prograns
Report Nunber A43006/ Q W F97011

To: Acting Admnistrator (A)

This report presents the results of the "President's Council on
Integrity and Efficiency Conbined Report on the Federal G vilian
Agenci es' Aircraft Managenent Prograns.” It is being presented to
you in conjunction with your responsibilities for maintaining a
single coordinating office for agency aircraft managenent as stated
in the Ofice of Managenent and Budget G rcular A-126, "Inproving
t he Managenent and Use of CGovernnent Aircraft.” The report wll be
distributed to all agencies who are nenbers of the President's
Council on Integrity and Efficiency, and oversight commttees of
t he Congress.

Thank you for the cooperation and assistance that you and your
staff have extended to us during this audit. If you have any
questions or wish to discuss this matter further, please contact ne
on (202) 501-0374.

WIlliamE Wyte, Jr.
Assi stant I nspector General for Auditing (JA)
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EXECUTIVE SUMMARY

Pur pose

Over the course of the past few years, 11 nenber offices of the
President's Council on Integrity and Efficiency (PCE) have engaged
in a multitask project designed to define the current state of
managenent of the Federal civilian agencies' (agencies) aircraft
operations, and to report on opportunities to inprove current
condi ti ons. The participating Ofices of Inspectors Ceneral
(O G), whose agencies collectively manage 99 percent of the
Federal civilian aircraft fleet, have issued 20 separate audit
reports in furtherance of the review objectives. The purpose of
this report is to provide an overview of the POE s work and to
present our assessnent of the current managenent of the Federal
civilian airfleet.

Backgr ound

Ever since the passage of |egislation governing Federal aviation in
1926, the aircraft fleets of Federal, state and | ocal governnents,
referred to as "public aircraft,"” have generally been exenpted from
coverage and not obligated to conply wth many of the regulatory
and safety requirenents which evolved from the statutes. Each
CGovernnment entity was left largely on its owm to develop its
aviation program In the Federal Cover nnent , I ndi vi dual
Departnments managed their respective fleets with little or no
external oversight. Over the past several vyears, agencies'
aircraft fleets have increased significantly in both size and
i mport ance. For exanple, in fiscal year 1985, agencies reported
owning 981 aircraft and incurring operating costs of $522 mllion.
During fiscal year 1994, they reported owning 1,596 aircraft and
program operating costs in excess of $1 billion. The agenci es'
aircraft mssions currently enconpass diverse functions such as
fire suppression, drug interdiction, search and rescue, prisoner
transport, research and devel opnent, and wi |l dlife nanagenent.

During the past two decades, the Ceneral Accounting Ofice (GAO
and individual O Gs issued several reports citing weaknesses in the
safety, operations, and admnistration of agencies' aircraft
pr ogr ans. In response, the Ofice of Managenent and Budget (QVB)



issued Crcular A-126 prescribing guidance for agencies to follow
in managing their aircraft prograns. The 1989 revision of the
Crcular directed the GCeneral Services Admnistration's (GSA)
Adm nistrator to establish a program to provide general oversight
of agencies' aircraft operations and to create an interagency
working group to advise himon policy and procedural matters that
could enhance the efficiency and effectiveness of aviation
activities.

In Novenber 1991, Senator Jim Sasser, then the Chairman of the
Senate Subcommttee on Ceneral Services, Federalism and the
District of Colunbia, wote to the GSA I nspector CGeneral to express
his concerns that inadequate progress had been nade by agencies
toward developing safe and efficient aircraft progranms, and
accordingly, he requested that the Inspector General undertake a
conprehensive review to define the state of managenent of civilian
aircraft and to report on ways it could be inproved. To neet this
request, the GSA |Inspector GCeneral enlisted the support and
assi stance of the PCOE to undertake the review. As a result, over
the past few years, 11 PCE nenber offices have engaged in a
conprehensive multi-task review of their aircraft operations,
conducted audit survey and detailed fieldwork at various |ocations
within their respective agencies, and issued nunerous audit
reports.

Results in Brief

During fiscal year 1994, the Federal civilian aircraft fleet had
growmn in size to 1,596 aircraft. Wile the aircraft fleet had
significantly expanded, audit work perfornmed by the participating
A G confirmed that many of the safety related, operational, and
admnistrative shortcomngs that Senator Sasser had expressed
concerns about in 1991, renmamined in existence and progress in

overcomng them for nost agencies was unacceptably slow [ See
Appendix 11l for a matrix identifying the major shortcomngs at
each agency. The checkmarks in Appendix Ill do not necessarily

indicate that the shortcomngs identified are agency-w de, they may
apply to only one or nore conponents within the agency. ]

Federal aircraft, exenpt from nost Federal Aviation Adm nistration
(FAA) regulations, are operated follow ng guidelines and standards
establ i shed by the individual Federal agencies' aircraft managenent
organi zati ons. Al t hough nost agencies' standards are generally
| ess stringent than requirenents inposed by FAA on commercial and
general aviation operators, the A G found frequent and significant
i nstances where even those | esser standards were not being net.



Safety. O all of the auditors' findings, the nost unsettling is
that eight of the ten agency aircraft operations reviewed had
safety program deficiencies in one or nore Kkey aspects. The
probl ens varied anong agencies but all were significant. At sone
agencies, pilot flight certifications were out of date, at others
pilots did not have adequate flight experience to qualify themto
operate in sonme nore comon circunstances such as night flying

Mai nt enance of aircraft was another weak point for some agenci es.
Sone aircraft were not being serviced at proper intervals, and at
ot her agencies, pilots wthout adequate training in the subject
were tasked to schedule maintenance work. At other agencies,
nmedi cal certifications for pilots were not properly naintained and
a few agencies had not even established al cohol and drug testing
prograns to screen pilots.

In summary, for the nost part Federal aircraft managers were aware
of the need for conprehensive safety prograns, but their
performance in carrying out those responsibilities was found all
too often | acking. The individual O G nade recommendations to
their agencies regarding specific safety issues which needed to be
addressed. Al indications point to the fact that the agencies are
working to correct these conditions. Another positive step forward
in the realm of safety was the passage of legislation which
requires that, from April 1995 forward, Federal aircraft used for
carriage of passengers or cargo are now subject to FAA regul ations,
i nspecti on and oversi ght.

Qperations. The |atest avail able Governnent-w de statistics report

that it costs in excess of $1 billion annually to operate the
aircraft prograns. Informati on devel oped by the O Gs docunented
that operating costs are understated. Several agencies omtted

reporting costs of certain aspects of their operations and sone did
not report on the operating costs for several of their individua
aircraft. Because nmany of these costs are commngled with genera
agency programcosts it was not possible to establish how |large the
understatenment is, although it is certainly in the multi-mllion
dol I ar range.

Even though Federal policies are in place to guide operations and
acquisition of aircraft, the O G found that nost agencies were not
appl ying these approaches. Aircraft were added to individual
fleets wi thout adequate cost-benefit studies or assessing whether
acquiring the services comercially would be a better approach.
Once a part of the fleet, several aircraft were used only on an
i nfrequent basis. Mny agencies had not nade an effort to exam ne
whet her they still needed all the aircraft they were naintaining.



The A G nade recommendations to their agencies to enhance
operational efficiencies that when inplemented could result in
savings of $56.2 mllion. [See Appendix IV for the total potentia
savings identified by agency.] Addi tional studies of operationa
efficiencies, conmm ssioned by GSA, reported opportunities to reduce
costs by about $84 mllion if agencies sold excess aircraft and by
$92 mllion annually if nmobst agencies consolidated their operations
and entered into sharing arrangenents.

Agencies are reported to be taking action on many of these
proposal s. How successful these efforts wll be is directly
related to how assertively agencies' nmanagenent pursue these
I ssues.

Managenment and Administrative Information Systens. Feder a
agencies owining or operating aircraft are required to report
statistical data to GSA regarding their aircraft, aircraft
operations and associated costs. This information is to be
conpiled for GSA to conduct trend and operational analyses, and to
prepare consolidated information for OVB, the Congress and other
deci si on nakers.

The work of the OAG concluded that nuch of the existing
information was inaccurate, inconplete and dated. Causes for these
shortcomngs rest with the individual reporting agencies as well as
with GSA as the coordinator for the centralized information. Poor
property records, cost systens unable to properly conpile conplete
data, and the general w thholding of reportable information were
sone of the nore comon deficiencies found. Wthout sound
information, managenent decision mnmaking and general oversight
activities are inpaired.

The indi vidual agencies and GSA are taking steps to address many of
t hese shortcom ngs. Progress to date has been positive, but
continued efforts are needed.
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INTRODUCTION

Backgr ound

In Novenber 1991, Senator Jim Sasser, then the Chairman of the
Senate Subcommttee on Ceneral Services, Federalism and the
District of Colunbia, wote to the General Services Adm nistration
(GSA) Inspector Ceneral to express his concerns that inadequate
progress has been nmade toward developing a safe, efficient and
effective Federal civilian aircraft program In response, the GSA
Ofice of Inspector CGeneral (AOG perfornmed prelimnary work and
issued an interimaudit report on March 26, 1992 entitled "Interim
Audit of Governnent Cvilian Aircraft” disclosing that problem

areas continue to exist. These concerns were brought to the
forefront again in the May 21, 1992 hearing before Senator Sasser.
The Senator expressed concern that the estimated $2 billion

i nvestnent which the Governnent had in its civilian aircraft fleet
and the $750 mllion which it spent annually on aircraft activities
m ght enconpass duplications of effort, inefficient or costly
operations, and |ack a coordinated approach to ensure that a sound
system of regul ati ons and standards governed the Federal fleet.

In response to these concerns, the President's Council on Integrity
and Efficiency (POE) wundertook this review of the agencies'
aircraft managenent prograns. The GSA O G was designated as the
| ead agency for the conbined review which was conducted at ten
agencies that own and operate CGovernnent aircraft. Parti ci pating
in this review were Ofices of Inspectors CGeneral (A Gs) fromthe
Departnents of Agriculture, Commerce, Energy, Interior, Justice,
State, Transportation, Treasury, the National Aeronautics and Space
Adm nistration, and the Tennessee Valley Authority. This report
presents a summary of the results and major issues identified
during their audits. During the course of this review, the AGs
issued a total of 20 reports. See Appendix | for a listing of
t hese reports. A glossary is also included as Appendix VI to
clarify certain terns used throughout this report.

Description of the Aircraft Fl eet

During fiscal year 1994, all Federal civilian agencies (agencies)
reported 1,596 aircraft in their inventories and annual program
operating costs of $1.088 billion. The agencies reported 1,044 of



these aircraft as operational wth the remaining aircraft
classified as non-operational primarily because they were on |oan
to state agencies, under major repair or nodification, awaiting
di sposal, or placed in storage. The agencies' inventories were
conposed of 1,057 fixed wing airplanes and 539 helicopters. The
overall fleet is a diverse mxture of aircraft ranging from ol der
singl e piston-engine propeller to nodern highly advanced aircraft,
and vary in size from small two-seat single engine airplanes and
surplus mlitary helicopters to executive type aircraft and junbo

jet airliners. [ See Appendix Il for the aircraft inventories and
operating costs reported by the individual agencies during fisca
years 1992 through 1994.] In addition, nost of the individual

agencies participating in this review operate multiple independent
aircraft fleets.

Miultiple Entities Inpact the Aircraft Prograns

There are several Federal organizations which directly inpact the
agenci es' managenent of their individual aircraft prograns. The
roles and responsibilities of these entities and their inpact on
this programarea are discussed in further detail bel ow.

OVB Prescribes Policies. Under Grcular A-126, revised My 22,
1992, the O fice of Managenent and Budget (QOVB) prescribes policies
to be followed by agencies in acquiring, nanaging, using,
accounting for the costs of, and disposing of aircraft. Thi s
circular also requires GSAto naintain a single coordinating office
for agency aircraft managenent and an interagency working group to
advise it in developing or changing aircraft policies and
information requirenments. OVB, under Crcular A-126, also rem nds
agencies they nmust conply with Cdrcular A-76, "Performance of
Commercial Activities" revised date August 1983, before purchasing,
| easing, or otherwise acquiring aircraft to assure that these
servi ces cannot be obtained fromand operated by the private sector
nore cost effectively.

GSA Provides Oversight and Guidance. The Aircraft Mnagenent
Policy Dvision, within the Ofice of Governmentwide Policy, is
charged with neeting GSA's responsibilities wunder OMB G rcular
A-126. Its responsibilities include, but are not limted to, the:

o coordi nation of the devel opnent of effectiveness neasures and
standards, policy recomendations, and guidance for the
procurenent, operation, safety, and disposal of <civilian
agency aircraft;



o identification, for agencies and OvB, of opportunities to
share, transfer, or dispose of underutilized aircraft, reduce
excessive aircraft operations and maintenance costs, and
repl ace obsolete aircraft; and

o operation of a Governnent-w de aircraft managenent information
system

The Aircraft Managenent Policy D vision prescribes policies and
procedures under Title 41 of the Code of Federal Regul ations (CFR),
Chapt er 101- 37, " Gover nnent Avi ation Adm ni stration and
Coor di nation. "

GSA has also established the Interagency Commttee for Aviation
Policy (ICAP) as a working group to advise it on devel oping and
changing aircraft policies and information requirenents. GSA
oversees and directs I CAP s operations, which is currently conposed
of a steering group and subcommttees conprised of representatives
from GSA and agencies which own, operate, and/or charter/rent
aircraft. The steering group advises GSA on aviation nanagenent
i ssues, develops ICAP's strategic plans and tactical objectives,
and tasks the subcommttees with carrying out specific initiatives.

Agenci es Manage Prograns. Responsibility for aircraft acquisition,
managenent, use, cost accounting, disposal, and reporting vests
with the agencies who own and operate the aircraft. Agencies are
required to conply with the policies prescribed by OMB for aircraft
under G rcular A-126. Under this Grcular, agencies are required
to ensure that:

o their internal policies and procedures for procuring aircraft
and related services are consistent with the requirenents of
OVB Grcul ar A-76;

o their aircraft prograns conply with the internal control
requirements of OVMB G rcular A-123 "Managenent Accountability
and Control," revised June 21, 1995;

o they cooperate with GSA in developing aircraft managenent
policies and standards and in the collection of aircraft
i nformati on; and

o their aircraft informati on systemconforns to the generic data
and reporting standards devel oped by GSA

Under OMB G rcular A-76, agencies are also required to conduct cost
conparisons of any activities performed by the Governnent which
could be obtained conmmercially. The conparison is required to
determne if the activity can be procured nore economcally froma
conmer ci al source.



FAA 1ssues and Enforces Requlations. The Federal Aviation
Adm nistration (FAA) is responsible for oversight and enforcenent
of the Federal Aviation Regul ations. FAA issues and enforces
rul es, regulations and mninum standards relating to the
manuf acture, operation, and mai ntenance of aircraft, as well as the
rating and certification of pilots and other crew nenbers. As a
result of recent |egislation, agencies are now subject to a broader
range of FAA regul ations, including FAA oversight and enforcenent,
when using their aircraft to transport passengers and cargo. The
i npact of recent legislation on agencies' aircraft operations is
di scussed in nore detail beginning on page 15 of this report.

NTSB Investigates Safety Matters. The National Transportation
Safety Board (NTSB) is responsible for investigating, determning
the probable cause, reporting the facts and circunstances of all
civil aviation accidents occurring in the Continental United
States, and neking safety reconmmendati ons. By |law, agencies are
responsible for (1) notifying NISB of all aircraft accidents and
reportable incidents when they occur and (2) submtting a witten
report to NTSB within ten days after the occurrence of an aircraft
accident or reportable incident. Recent | egislation now provides
NTSB with the authority to investigate all Federal civilian
aircraft accidents.

bj ecti ves, Scope, and Met hodol ogy

For the individual audits of the O Gs, the audit objectives were to
assess the agencies':

o efforts to operate their aircraft in a safe, efficient, and
ef fective manner; and

o ability to gather and report accurate, conplete, and tinely
aircraft data.

The objective of the overall PCOE audit was to capture sufficient
information from the individual audits to draw conclusions
regarding the general state of aircraft managenent in the Federal
Governnent. To acconplish these objectives, the GSA A G devel oped
a standardi zed audit guide which was used by each QG in review ng
its agency's aircraft program The individual QO G' reviews
focused primarily on aircraft program operations and data reporting
during fiscal years 1991, 1992, and 1993. Audit field work was
perfornmed by the O G at various locations and sites wthin their
agenci es between the April 1993 and Decenber 1995 tinefrane. The
length of tinme individual O G spent on fieldwork varied primarily
based on the nunber of activities, |locations, and aircraft
revi ened. In addition, the O G reviewed OMB Grculars A 126 and



A-76, Federal regulations and related guidelines, applicable
policies and procedures, and pertinent CGeneral Accounting Ofice
(GAO) and A Greports. GSA's AOG also perforned an internal review
to assess its own agency's ability to neet its responsibilities
under OMB Grcular A-126 and issued a report in March 1996. The

audits were conducted in accordance wth generally accepted
gover nment auditi ng standards.
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RESULTS OF AUDI T

The state of the Federal civilian aircraft fleet in recent years
has not been at an acceptable |evel. The fleet was exposed to
needl essly high safety risks, its operational costs were too high,
and its asset nmanagenent practices were inefficient. Nevertheless,
meani ngful progress is being nade toward inproving operational and
managenent activities. Most of the individual agencies have
accepted for inplenmentation the majority of the recommendati ons of
their OG. GSA and I CAP are working on projects designed to help
aircraft operators strengthen existing safety and operation
pr ogr ans.

Perhaps of greatest significance is the inplenmentation of Public
Law 103-411 (49 U S.C 101) which requires that portion of the
aircraft fleet used for carriage of passengers or cargo to conply
with FAA standards and subjects operations to FAA inspection. W
trust that the need for upgrading operations for the aircraft now
subject to FAA regulation will have a positive spill over effect on
the remaining portion of the individual agencies' fleets.

Careful consideration was given to whether as part of this report
we shoul d nmake additional recommendations. W have decided not to
do so. Qur decision was reached based on a nunber of factors.
First, because nost of the weaknesses identified were unique to
specific agencies, or often even to one local operation of an
agency, we concluded it would be difficult to nake recomendati ons
that could address all the variable conditions identified and to
make a nore global type recommendation for general categories of
weaknesses woul d not add anything toward fixing the problens. The
recommendati ons nade by the O Gs in their agency specific reports
are nore suited for this purpose. Secondly, we believe that the
Federal aircraft nmanagers currently are tasked wth nunerous
priorities to inplenent program enhancenents. In addition to
taking actions to inplenent the recomendations of the A Gs, they
are al so working to inplenment changes to conply with FAA standards.

Gven this environment, and the initiatives that are already
underway, we are not naking additional recomendations for change.
W do believe that progress should be nonitored carefully, and that
a conprehensi ve reassessnent of the Federal Government's nanagenent
of the civilian aircraft program be undertaken after the agencies
have had a reasonable period of tine to inplenment their plans. The
key now is for all the agencies involved to continue to strive to
make progress in all aspects of the program W believe the
| egislative, regulatory and oversight functions are now in place to
ensure that progress continues.
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Al RCRAFT SAFETY

Eight of the ten individual O G reported one or nore safety
related shortcom ngs and nade recommendations to their respective
agencies for inproving overall safety prograns. The weaknesses and
recommendat i ons addressed different aspects of the agencies' safety
prograns including aircraft operations, nmaintenance, certification,

and acci dent reporting. In addition, GSA and | CAP have devel oped
aircraft safety and maintenance nanuals, as well as training and
i nspections prograns, that wll assist the agencies in inproving

their prograns. Further, recent l|egislation requires CGovernnent-
owned aircraft used for cargo and passenger carrying purposes to
conmply with FAA regul ations and provides NTSB with the authority to
investigate all public aircraft accidents. W believe these recent
actions go a long way towards addressing the concerns relating to
aircraft safety.

Public Aircraft Cenerally Exenpted from Federal Regul ation

Ever since Congress enacted the "Air Commerce Act of 1926," nost
agenci es have operated "public" aircraft under substantially fewer
Federal safety regulations than those inposed on civil aircraft
operat ors. For instance, under FAA regulations, public aircraft
operators are not:

required to have private pilot |icenses;

required to neet training and testing requirenents;

required to have nedi cal certificates; or

prohibited from flying while under the influence of drugs or
al cohol .

O 00O

In addition, public aircraft operators are not required to:

o have mai ntenance prograns in place;
o adhere to maximumaircraft weight restrictions; or
o obtain airworthiness certificates.

Wiile Federal agencies are not subject to these regulatory
requi rements, they do have policies and procedures in place to
address these various aspects of their operations.

FAA aircraft safety regulations can be divided into three nain
categories - crew, naintenance, and operations. Crew regul ations
cover licensing, training, and testing of pilots and other crew
nmenbers. Maintenance regul ati ons cover mai ntenance and inspection
prograns, and operations regulations include air traffic rules,
aircraft registration, and necessary equipnent. Regardl ess of
aircraft size or type of operation all comercial and general
aviation aircraft nust neet certain mninum crew, naintenance, and
operation regul ations. They are also subject to FAA surveillance

12



i nspections that are nade to help ensure operator conpliance with
regul ati ons. However, public aircraft operators are not required
to neet any crew or naintenance regul ations and only some operation
regul ati ons.

PClE Review Confirns Safety Probl ens Exi st

Eight of the ten O G participating in this review identified
safety problens in one or nore aspects of aircraft naintenance,

pilot certifications and ratings, and accident investigation and
reporting activities. The weaknesses identified during the review
i nclude the foll ow ng.

o Overall Safety Program Four agencies had nmajor shortcom ngs
in aircraft safety prograns. Specifically, these agencies'
overall safety prograns |acked adequate hazard reporting
syst ens, did not enploy appropriate aircraft accident
i nvestigation procedures, admnistered inadequate pilot or
crew aviation qualification or certification prograns, or had
i nadequat e saf ety manual s.

o Aircraft Mintenance. Two agencies were not naintaining sone

of their aircraft on appropriate mnaintenance schedul es. In
ot her cases, maintenance for sone aircraft, although perforned
on a tinely basis, had not been properly docunented. FAA

i nspectors who perforned airworthiness checks at sone agencies
during this review rai sed concerns when they found that pilots
with mninmal know edge of aircraft naintenance requirenents
were responsible for scheduling maintenance. At one agency,
the O G and FAA inspectors determned that the aircraft at one
of the agency's nmajor conponents were not being maintained in
accordance with FAA regul ati ons al though the agency was payi ng
a contractor approximately $15 mllion a year to do so.

o Alcohol and Drug Testing. Two agencies | acked adequate drug
testing or alcohol abuse prograns for their in-house or
contractor aviation personnel. Wen questioned, one agency's
officials stated that it did not subject its pilots to drug or
substance abuse testing sinply because its aircraft did not
routinely transport passengers.

o Pilot Certifications. Three agencies had sonme pilots who
| acked proper certifications, recency of flight experience,
and/or folders which did not contain pilot certifications. For
instance, one QG reported that sone pilots possessed
i nadequate nedical certificates and I|acked recent flight
experience in the areas of takeoffs and |andings, night
t akeof fs and | andi ngs, and/or instrunment conpetency. Further,
this QG found that 60 percent of the pilots within one of its
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maj or conponents were not in conpliance with an internal
regulation for proficiency flight checks, al bei t t he
regulation was nore stringent than  Federal Avi ation
Regul ati ons requirenents.

o Accident Reporting. Two agencies had not established
procedures to ensure that aircraft accidents were reported to
NTSB in accordance wth Federal regulations. One agency

stated that they were unaware of the requirenent to report
aircraft accidents to NTSB, although this reporting
requi rement has been in force since Decenber 30, 1987.

The findings above denote instances where aircraft safety problens
exi sted within many agencies' prograns and, although these findings
did not cause the grounding of any of the agencies' aircraft
fleets, they raise concerns as to the adequacy of certain agencies'
existing safety prograns. The |ack of adequate pilot certification
and recency of flight experience coupled with aircraft which are
not properly naintained increases the risk of aircraft accidents
and the personal injuries and financial liabilities that may
result.

Based on the results of their revi ews, the AG nade
reconmendations to their respective agencies to address the problem
areas identified above for aircraft safety. Sanple recomendations
i ncl uded: establishing conprehensive safety prograns; inplenenting
adequat e mai ntenance systens; ensuring conpliance with applicable
pilot certifications; ensuring that pilots obtain appropriate
flight experience and fulfill training requirenents; and
establishing procedures to ensure that aircraft accidents are
reported to, and witten reports are filed with, NISB on a tinely
basi s.

Agenci es' Responses to Safety | ssues

The affected agencies concurred wth nost of their respective AGs'
findings and recomendations and have taken or plan to take
corrective actions. These agencies either have or plan to:

o designate aviation safety officers with expertise in ground
and flight safety;

o devel op conprehensive safety nanuals to adequately address
saf ety policies and procedures;

o develop suitable training prograns for their aircraft program
staff;

o devel op avi ation mai nt enance nanual s;

14



o inplenment naintenance scheduling systens to ensure that
mai ntenance is performed as scheduled and docunented as
necessary; and

o ensure that all pilots are current with all applicable FAA and
i nternal regul ations.

In the few cases where agencies disagreed with sone of the findings
and/ or recommendations, their managenent officials believed that
the safety measures which were in place at their respective
agenci es were adequat e.

Qur review also disclosed that sone agencies had already taken a
positive stance toward inproving aircraft safety. These agenci es
were voluntarily conplying with nost FAA regul ations inposed upon
civil aircraft operations prior to either the initiation of this
review or the passage of Public Law 103-411. Sone agenci es had
al ready: established conprehensive naintenance prograns, including
record keeping systens, to better ensure aircraft airworthiness;
i ncreased enphasis on pilot proficiency reporting and nmanagenent
oversight through periodic internal reviews; and nodified their
safety manuals to include procedures for aircraft weight and
bal ance, energency and hazardous material handling situations, etc.
A few agencies also required their aircraft operations to conply
with the requirements set forth under Title 14 CFR Part 91 "Ceneral
Qperating and Flight Rules,” comonly referred to as FAA' s "Ceneral
Avi ation" regul ations. In other cases, agencies, through interna
regul ati ons and procedures, were actually exceeding FAA regul atory
standards applicable to civil operations. The goal nowis to bring
all fleet safety prograns up to full standards and ensure that
prograns are properly admnistered to nmaintain conpliance.

New Leqdi sl ati on Focuses on Public Aircraft Safety

Since 1987, public aircraft operators were only required to notify
the NISB of accidents and aviation incidents involving public
aircraft. On Cctober 25, 1994, Public Law 103-411 was enacted and
provided NTSB with the authority to investigate public aircraft
accidents. The Law also redefined "public aircraft” and required
Gover nnent -owned aircraft operators when transporting passengers or
property for comercial-like purposes to conply wth FAA
certification, maintenance, and operations regulations applicable
to civil aircraft operations. These additional safety provisions
for public aircraft were primarily sponsored by Senator Larry
Pressler (State of South Dakota) in an effort to advance the safety
of public use aircraft and bridge the gap between public and civil
aircraft operations noving toward achieving "one |evel of safety.”
In fact, the Senator's original provision mnandated that al

agencies' aircraft operations conply with FAA safety regul ations
applicable to civil aircraft operations. The provision was
nmodified after operational concerns were raised by agencies
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regarding the potential grounding of essential CGover nnent a
aircraft used in unique operations (such as fire fighting and |aw
enforcenent) because the aircraft use specialized equi pnment and are
configured in ways which preclude them from conplying with all FAA
regul ati ons.

In Cctober 1986, GAO reported that FAA did not know how public
aircraft were nmaintained or operated since it had no
responsibilities for inspecting or otherwise overseeing their
oper ati ons. However, in response to the passage of Public Law
103-411, FAA issued Advisory Crcular (AC 00-1.1, "Governnent
Aircraft Qperations,” to assist operators of Governnent-owned
aircraft in determ ning whether or not their former public aircraft
operations remain public aircraft operations under the new
definition of public aircraft. FAA also issued a handbook
bulletin, entitled "Governnent Aircraft Operations; Public Aircraft
Qperations Versus Gvil Aircraft Qperations,” to provide guidance
to its aviation safety inspectors when review ng CGovernnent-owned
aircraft operations.

Furt her, FAA officials recently reviewed agencies' aircraft
operations to determ ne those agencies whose operations would be

considered civil and therefore subject to applicable FAA
regul ations and surveillance inspections. As a result of its
review, FAA determned that the Departnents of Agriculture, Energy,
I nterior, Transportati on, and Treasury, and the National

Aeronautics and Space Admnistration were conducting "civi
aircraft” operations. These agencies nust either conply with FAA
regul ations or obtain an exenption fromthe Admnistrator of FAA in
order to continue conducting such operations w thout conplying with
FAA regul ati ons. As of April 1996, two agencies had requested
exenptions; however, neither request has been granted by FAA In
addition, wunder Public Law 103-411, Governnent-owned aircraft
operations holding any type FAA certifications will be included in
FAA s surveillance activities, including spot inspections of the
aircraft and aircraft records.

Further strengthening of safety requirenents was established on
Decenber 20, 1995, when FAA published the "Commuter Qperations and
General Certification and Qperations Requirenents"” final rule in
the Federal Register. Ef fective January 19, 1996, this rule
essentially requires comercial operators of small aircraft, who
previously operated under Title 14 CFR Part 135 regulations, to
conply with the nore restrictive certification and operations
requirenments under Title 14 CFR Part 121 for commercial operators
of large air carriers. The prinmary objective of the rule was to
increase safety in commuter air operations and establish "one |evel
of safety" for both large air carriers and small commuter air
oper at i ons. Because many of the Federal agencies' aircraft are
small "commuter type" aircraft, this rule increases the safety
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requi rements placed upon agencies' operations which perform civil
aircraft activities, fostering one nore step toward "one |evel of
safety"” for all aircraft operations.

GSA and | CAP take Positive Stance on Safety

GSA and ICAP, primarily through its Safety Standards and Training
Subcomm ttee, have recently provided additional guidance to
agencies on aircraft safety operations. For instance, GSA and | CAP
i ssued general guidance nmanuals to agencies for: rmaking appraisals
of their overall aviation operations, training, and facilities;
assessing and inproving aircraft program operations; and
conducting aircraft maintenance operation inspections. GSA and
| CAP al so provided support for the passage and inplenentation of
Public Law 103-411 which requires the Federal fleet to adhere to
more of FAA' s regul ations. They also provided A rworthiness
Wrkshops to guide Governnent agencies on devel oping enhanced
mai ntenance and operations prograns in order to neet new
requi renments inposed by Public Law 103-411.

GSA and I CAP, through its Joint Airworthiness and Operations Task
Force Subcommttee, have also taken action to draft a "Federal
Aviation Regulation for Government Aircraft" proposed as Title 14
CFR Part 92. The purposes of the proposed regulation are to:
establish an equivalent level of safety for public aircraft as
conpared to existing civil standards; enable agencies to share
costs of operations; allow agencies to address unique operational
requirements in their operations specifications in lieu of a fornal
application for waiver; and protect against unfair Governnental
encroachnent into civil markets.

Concurrently, this subcommttee is also developing a proposed rule
to allow surplus mlitary aircraft to hold "CGovernnent”
airworthiness certificates. This proposal would allow the
Adm ni strator  of FAA to issue a Covernnent airworthiness
certificate for surplus mlitary aircraft provided: the aircraft
conforms to the original mlitary specifications; the mlitary
docunents to determne usage for the aircraft's najor conponents
are available; the aircraft's nmajor conponents are nai ntained under
a FAA approved inspection program or applicable mlitary program
and the aircraft is operated under the provisions of the proposed
Title 14 CFR Part 92 regulation. The Subcommttee is also
devel opi ng inspection guides to assist agency operators of surplus
UH1, O+58, and O+ 6 helicopters. W consider these endeavors on
the part of GSA and | CAP to be positive undertaki ngs because of the
unique issues related to operating surplus mlitary aircraft and
because approximately thirty-five percent of the agencies' aircraft
are mlitary surplus or bailed aircraft.
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Concl usi ons

The recent passage of the laws, rules, and regulations discussed
above should inprove safety for agencies' aircraft program
operations. In particular, Public Law 103-411 now requires public
aircraft operators conducting civil operations to conply with FAA
regul ations applicable to civil operations. And while this Public
Law does not address safety issues regarding Governnent-owned
aircraft that do not perform civil type operations, it clearly
signifies a novenent toward "one |evel of safety"” for all aircraft
and bridges the gap which has |ong exi sted betwen CGovernnental and
civil aircraft operations. Agencies are now required to report al
aircraft accidents to NTSB, which has the authority to investigate
them As a result, these changes should al so provide NTSB with the
opportunity to establish a data base to nore conclusively assess
public aircraft safety standards and procedures.

W believe that the work of the AOGs, GSA |CAP, and agencies'
program officials, coupled with the new legislative efforts, have
all contributed to markedly inprove the overall safety of Federa
aircraft. In addition, GSA and ICAP need to continue to work
closely wth FAA on safety initiatives to ensure that FAA is
apprised of the policies and procedures being developed for
CGovernnental aircraft. W further believe that agency oversight by
the AOG, GSA and ICAP, along wth congressional and nedia
attention wll continue to ensure that progress continues to
increase the level of safety wthin the agencies' respective
aircraft prograns.
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Al RCRAFT COPERATI ONS

The nost current data on the costs to operate the Federal aircraft
prograns places the anount at over $1 billion for fiscal year 1994.
The work conducted by the individual QO G identified severa
opportunities to increase efficiencies and | ower these costs. Most
common of the underlying causes for the inefficiencies were that
agencies acquired aircraft without first performng required cost
benefit anal yses, and that aircraft in their inventories were used
infrequently or wused for purposes nore economcally fulfilled
t hrough commerci al neans. Nurmerous O G reconmmendati ons were nade
to the affected agencies which, if adopted, could result in savings
of $56.2 mllion. In addition, GSA and |CAP have undertaken
initiatives to pronote aircraft program efficiencies. Agenci es
have pl edged to nmake significant inprovenents. They now need sone
time to inplenent these changes.

Qui dance For Efficient Qperations

OMB Grcular A-126 prescribes policies to be followed by agencies
in acquiring, managing, using, and disposing of aircraft. Its
over-arching principles are that "the nunber and size of aircraft
acquired by an agency shall not exceed the |evel necessary to neet
the agency's mssion requirenents"” and further directs agencies to
conply wth OMB CGrcular A 76 which requires agencies "before
purchasing, leasing or otherwi se acquiring aircraft and related
services to assure that these services cannot be obtained from and
operated by the private sector nore cost effectively" unless it
i nvol ves inherently Governnental activities that are so intimately
related to the exercise of the public interest as to nandate
performance by the agencies. OB CGrcular A-126 also requires
agencies to periodically review the continuing need for each of
their aircraft and the cost-effectiveness of their operations.

In May 1992, OMB concl uded that the Government-w de policy guidance
with respect to the use of Governnment aircraft should be clarified.
Therefore OVMB Crcular A- 126 was nodified to restrict the operation
of Covernnent aircraft to defined official purposes and requires
review and reporting of aircraft travel by senior Federal officials
and non- Federal travelers.

Under OMB CGrcular A-126, GSA is responsible for coordinating (1)
the devel opnment of effectiveness neasures and standards, policy
recommendati ons, and guidance for the procurenent, operation, and
di sposal of  agenci es' aircraft and (2) identification of
opportunities for agencies to share, transfer, or dispose of
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underutilized aircraft, reduce excessive aircraft operations and
mai nt enance costs, and replace obsolete aircraft. GSA issues
regul ations for agencies to follow for: accounting for aircraft
costs; conducting the cost conparisons for acquiring and retaining
aircraft; and using CGovernnent-owned and operated aircraft. | CAP
advi ses the GSA Adm nistrator on devel oping and changing aircraft
policies and informati on requirenents.

PC E Review ldentifies Inefficient Operations

Seven of the ten O G participating in this review identified
operational inefficiencies at their respective agencies. The
weaknesses identified during the review include the follow ng.

o Aircraft Acquisition Decisions. When acquiring aircraft,
seven agencies frequently did not conplete the cost conparison
studies required by OB Grcular A-76. In other cases,

al t hough cost conparisons were perforned, they were either
i nconpl ete or inaccurate. For exanple, one O G reported its
agency had acquired 31 aircraft (valued at over $20 mllion)
but only 12 of these aircraft (valued at $11 mllion) were
supported by OB CGrcular A-76 reviews. Further, the AQGs
review of 9 of the 12 aircraft (valued at $8 mllion) for
whi ch cost conparisons were perforned indicated that the
CGovernment could have saved at least $3.5 million had these
studies fully conplied wwth the provisions of OVB G rcul ar
A- 76. Another O G found that its agency overstated its
aircraft mssion needs in its cost conparison study in order
to acquire a jet for executive transport.

o Aircraft Wilization and Continuing Need. Seven agencies had
not periodically reviewed the continuing need for each of
their aircraft and the cost-effectiveness of their operations.
Ohe AOG reported that its agency continued to retain four
aircraft (wwth a nmarket value of $8.7 mllion) that were fl own
a total of only 185 hours in fiscal year 1992 and 268 hours in
fiscal year 1993. One of these aircraft, valued at alnost
$6.5 mllion, was flown less than four hours during the two-
year period because operational funds were not available for
the aircraft. Qur internal audit report, entitled "Audit of
GSA' s Aircraft Managenent Progrant and issued as part of this
review, reported that a nunber of the agencies' operational
aircraft were underutilized. In fiscal year 1992, 268
operational aircraft were reported as being flown |ess than
200 hours each, and in fiscal year 1993, 220 aircraft were
reported as having simlar | ow usage.

o Admnistrative Use of Aircraft. Five agencies did not conply
with the February 10, 1993 Presidential Menorandum on
"Restricted Use of Governnent Aircraft" that required agencies
to report to GSA and OMB on a sem -annual basis all travel for
senior executive branch officials which +the President
appointed with the advice and consent of the Senate. A few
agencies that reported did not conmply with OVB Bulletin 93-11,
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"Fi scal Responsibility and Reducing Perquisites,” which
contains the specific reporting requirenments for agencies to
followin responding to the Presidential Menorandum Further,
four AOG reported that their agencies purported using
aircraft for "mssion-rel ated" purposes when in fact they were
using the aircraft for general transport of passengers. e
OG reported that six of thirteen aircraft reviewed at its
agency were used nore than 60 percent of the tinme for carrying
passengers.

As a result of the A G work, nunerous reconmmendati ons were nade
to the affected agencies to address the problens identified above
for aircraft operational efficiency and collectively identified
$56.2 mllion in potential cost savings. These recommendati ons
i ncl uded:

o inplenmenting adequate controls to ensure OVMB Crcular A-76
reviews are conducted prior to aircraft acquisitions;

o nonitoring aircraft usage to ensure that retention of the
aircraft is justified in accordance with OMB Crculars A-126
and A-76 requirenents; and

o ensuring their policies and procedures for approving
admnistrative travel on agency aircraft are consistent wth
and strictly adhere to OMB Grcular A-126, OVMB Bulletin 93-11
and GSA regul ati ons.

Corrective Actions Pl edged

Wiile our review found that nmost O G identified numerous
shortcomngs in operational efficiency, we believe that the A G’
report recommendations, the affected agencies' subsequent actions,
GSA and |ICAP operational efficiency initiatives, and recent
attention being focused on program managenent and adm nistrative
travel wll enhance agencies' aircraft operations. The affected
agencies concurred wth nost of their QAG' findings and
recommendati ons and have taken or plan to take actions to inprove
on the conditions identified. For instance, sone agencies are
devel oping internal policies and procedures for conplying with QOB
Crculars A-126 and A-76, OMB Bulletin 93-11, and the February 10,
1993 Presidential Menorandum The affected agenci es al so indicated
in their responses that they will perform continuing need anal yses
on agency aircraft to ensure the mninum nunber and types of
aircraft needed to acconplish the mssion and di spose of aircraft
identified as underutilized.
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In addition, GSA and ICAP are undertaking initiatives directed
toward pronoting efficiency and econony in the acquisition, use
and di sposal of agency aircraft. GSA and |ICAP, through its various
subcomm ttees, have initiatives underway to assist agencies in
inproving operational efficiency for their aircraft prograns,
i ncl udi ng:

o the study of an interagency flight 1logistics mnanagenent
system

o analyzing the cost effectiveness of the agencies' aircraft
prograns to determne the potential for intra-agency and
inter-agency aircraft sharing, joint agency acquisitions,
and/ or fleet nodernization;

o developing uniform standards, policies, and guidelines for
agenci es' aircraft maintenance prograns; and

o developing a standardized, on-line nmanagenent information
system capabl e of supporting agencies' aircraft operational
requirements.

Flight Logistics Systens and Sharing Aircraft

Senator Sasser, in his My 1992 hearing, inquired about the
possi ble usage of a flight coordination system GSA and | CAP,
through its Managenent Data and Systens Subcommttee, have pursued
t he devel opnent of the Demand Logi stics Managenent System (DLMB), a
flight |ogistics and scheduling system Sone agencies have al ready
purchased and inplenented their own flight |ogistics and scheduling
syst ens. The agencies, though supportive of flight coordination
and scheduling efforts, voiced concerns regarding the possible
i npl enentation of a Governnment-wi de flight scheduling and | ogistics
system such as the DLM5, in a questionnaire recently conducted as
part of this review Their concerns focused primarily on the costs
versus benefits derived from such an interagency flight scheduling

system (particularly for those agencies wth small aircraft
prograns) and the feasibility of such a system given the diverse
nature of sonme agencies' aircraft m ssions. GSA and ICAP are

currently reassessing the DLMS system and other flight systens
currently avail able on the narket.

Al though an interagency flight |ogistics and scheduling system may
not be a practical Governnment-wi de solution, we believe that
opportunities exist for the sharing of aircraft within and anong
vari ous agenci es. The results of our review show that sone
agenci es, and conponents wi thin those agencies, |located in the sane
geogr aphi cal area were naintaining and operating their own aircraft
i nstead of sharing resources. GSA also contracted for a consultant
study of aircraft utilization. The contractor anal yzed agenci es'
fiscal year 1994 report data concluding that agencies should share
aircraft which are in reasonable proximty to each other and have
low utilization. For this course, potential savings could be
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realized fromthe sale of the surplus aircraft and costs avoi dances
associated with operating and maintaining fewer aircraft.

The consultant also opined that agencies w th non-operational and
surplus aircraft could derive potential savings of $84 mllion by
selling those aircraft. Further, the firm identified several
opportunities to nake operations nore cost efficient by wusing
commercial aircraft when it is |ess expensive and appropriate and
by elimnating |ow usage aircraft. It projected savings of about
$92 mllion per vyear through achieving nore cost effective
operations. These results are consistent with the results of the
work performed by the O Gs participating in this review

GSA has the capability to identify opportunities for agencies to
share aircraft through data captured in its Federal Aviation
Managerent Informati on System (FAM S) dat abase whi ch states whet her
an aircraft is available for interagency sharing and denotes its
geographic | ocation. Wth this information, GSA and |CAP can
inform agencies of the types of aircraft which are available for
intra-agency and inter-agency sharing to nmeet short-term needs as
an alternative to the costly acquisition, |easing, or chartering of
aircraft.

Recent Crcular Revisions darify Procedures

Sonme agencies reported that the earlier guidance provided by QOVB,
in particular OMB's Grcular A-76 Supplenent on procedures for
conducting the required cost conparisons for aviation conpetitions
prior to acquisition, was sonmewhat anbi guous. OVB reissued its
Crcular A 76 supplenental handbook in March 1996 providing
agenci es updated guidance and procedures for determ ning whether
recurring commercial activities should be operated under contract
with commercial sources or in-house. The revised supplenental
handbook establishes policy inplenentation, specific guidance on
preparing the cost conparison estimates, and incorporates OB
Policy Letter 92-1 relating to service contracting and inherently
Governnent al functi ons.

Concl usi ons

The audit work performed by the O G and the anal yses conducted for
GSA provide substantial information to denonstrate that the Federal
fleet has the potential to be operated nore efficiently, and in
sone instances, carry out individual agencies' mssions with fewer
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aircraft. Agenci es' f or mal responses to their ac'
recommendations to adopt nore streanmlined or cost effective
approaches to managing aircraft operations are encouraging. In
fact, sone agencies have already taken steps to inplenent several
of the initiatives.

W believe also that the efforts of OMB in expanding guidance to
t he agencies on conducting cost effective aircraft operations, and
the work of GSA and I CAP to provide better information on costing
and utilization wll help the agenci es nove forward.

Cearly, the overall success of these endeavors wll be determ ned
by the level of effort put forth by the individual agencies to
address specific issues. The increased level of attention now
given to aircraft operations by the Congress, the oversight
agencies, and the A Gs, should hel p keep progress on track.
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MANAGEMENT AND ADM NI STRATI VE | NFORVATI ON SYSTENS

Under OMB Crcular A 126, GSA is assigned to admnister a
centralized managenent information system to accunulate reliable
and tinely financial, operational, and admnistrative information
regarding the Federal <civilian aircraft fleet. The i ntended
purposes for nmaintaining this systemare to:

o provide managenent information to OVB, the Congress, and ot her
deci si on nakers;
o provide GSA, |ICAP, and agencies a tool to nonitor fleet

activities;
o establish a standardized neans to account for the aircraft
fleet; and

o provide a data resource which can be analyzed to detect
trends, perform efficiency or other conparative studies and
serve as a nmanagenent tool for decision-naki ng purposes.

Early work on the GSA information system concluded that existing
information was inaccurate, inconplete, and dated. The audits
performed by the individual O G sought to identify the reasons for
t hese shortcom ngs and attenpted to reconcile their individual data
with the data in the GSA centralized system Auditors also worked
to reconcile information in the GSA database wth related
information mai ntai ned by FAA and NTSB.

OMB and GSA Enphasi ze Systens and Reporting

OMB Circular A-126 requires agencies to maintain systens for their
aircraft operations which wll permt them to justify the
acquisition, use, and retention of individual aircraft. Agencies
must also capture cost information for various aspects of their
aircraft prograns and to accunul ate costs which can be sunmmarized
into the standard aircraft program cost elenents defined by the
Crcul ar. To adequately manage their aircraft prograns, agencies
must have information systens in place to accumul ate, naintain, and
report reliable and tinely data.

GSA operates a centralized aircraft informati on system naned FAM S
to assist agencies in aircraft nmanagenent, and to track aircraft
inventory, cost and utilization data reported by agencies for their
owned and operated aircraft. Changes to aircraft inventories are
to be reported to GSA as they occur, and agencies report cost and
utilization data on an annual basis. Federal regulations also
specify that no person nmay operate aircraft unless the aircraft has
been registered by its owner and that aircraft can only be
registered by and in the legal nanme of the owner with the FAA s
Aircraft Registry Branch office, located in &lahoma Gty,
&l ahoma.
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PC E Review ldentifies Probl ens

Al ten of the participating O G' reports identified problens in
the admnistration area relating to data nmanagenent and reporting
and nmade nunerous recommendations to their respective agencies for

I nprovenent . The shortcomngs and recommendations addressed
several aspects of the agencies’ admnistration of their prograns
including property records and systens, aircraft inventory

reconciliations wth FAA records, and external data reporting. The
weaknesses identified during the review include:

o lnaccurate Property Records. Si x agencies' property records
were unreliable. For exanple, one OG reported that its
conparison between the GSA FAMS inventory Ilisting and
property records for its agency found that while the GSA FAM S
inventory listing identified 34 aircraft that were not
included on the agency's property records, the agency's
property records included 29 other aircraft that were not on
the GSA FAM S inventory |isting.

o lnadequate Cost Systens. Five agencies sinply |acked systens
capabl e of capturing accurate aircraft costs in total and by
aircraft type or aircraft registration nunber as required by
OMB Grcular A-126 and GSA regulations. One A G stated that
its agency's aircraft cost reports for one of its nmajor
conponents were unreliable and the use of them for managenent
information or decision making purposes could result in
erroneous concl usions. Another O G reported that, although
its agency's accounting system was designed to effectively
meet the agency's operational decision-making needs, the
individual aircraft cost data was not provided for managenent
use.

o Inconplete Data Reported. Six agencies did not report all
aircraft data to GSA as required. For exanple, an O G at one
of the larger aircraft owning agencies found that its agency
submtted cost data for only 8 of its aircraft during fisca
years 1992 and 1993. As a result, this agency's annual
operating costs are significantly understated. Mst of these
agencies plan to or are currently reporting the required data
to GSA in accordance with Federal regul ations.

o Aircraft Registration Problens. Five agencies were not
properly registering their aircraft with FAA The A G for
these agencies noted that erroneous aircraft serial and
registration nunbers were reported to FAA In addition, one
A G found that 226 aircraft owned by one of the agency's ngjor
conponents were inproperly registered wwth FAA by entities to
whi ch the aircraft had been | oaned.
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As a result of the problens described above, nost agencies were
unable to rely on their aircraft data for nanagenent and budgetary
decision making purposes to ensure they were nanaging their
aircraft progranms in the nost cost effective nmanner. O course,
these shortcomngs also render the GSA centralized information
systemunreliable for many eval uative purposes.

Agenci es' Responses and Subsequent Actions Are Positive

Agencies concurred wth nost of the d4dG' findings and
recommendati ons and have taken or plan to take actions to address
t he recommendati ons and i nprove on the deficiencies identified. For
i nstance, agencies are or plan to: enhance existing accounting and
reporting systens to track operating costs by individual aircraft
and conply with the cost reporting elenents required by OB
Crcular A-126 and GSA regulations; work with GSA and I1CAP to
devel op a standardi zed cost accounting guide for agencies' aircraft
prograns; and pronptly record all aircraft acquired in agency
property records and report aircraft acquisitions and/or disposals
to GSA in conpliance with GSA regulations and agency specific
policies and procedures. One agency has directed its aircraft
program officials to perform periodic internal aircraft inventory
reconciliations between its property records, GSA's FAMS, and
FAA's registration records. Further, the agency whose aircraft
were identified above as being on loan to non-Federal entities and
as being inproperly registered with FAA were recently properly re-
regi stered.

GSA Wrks with FAA to Enhance Data Reliability

In an effort to verify the reliability of the FAMS aircraft
inventory data, GSA requested and obtained FAA s assistance in
providing GSA with an automated |isting of Governnment aircraft’ on
a periodic basis, beginning in June 1992. GSA then devel oped a
Master Transacti on Database program for the purpose of reconciling
its FAMS aircraft inventory database wth FAA' s autonated
Gover nnent aircraft l'isting. Since conpleting its first
reconciliation in June 1992, GSA has continued to perform
reconciliations on a recurring six-nmonth basis. Specifically, GSA
using the program conpares the tw databases, determnes
exceptions between common data elenents, and provides both the
agencies and FAA with exception reports listing the discrepancies
identified. GSA is acknow edged for its efforts to coordinate with
FAA to mnimze and correct aircraft inventory discrepancies
reported by the agencies. This process is sonewhat |imted because
agencies are only required to register their aircraft with FAA if
they intend to fly them however, it does provide GSA with an
i ndependent approach for ensuring better data reporting on the part
of the agencies.

As we reported in our March 1996 GSA audit report, we believe that
the nunerous data elenments which the agencies are required to
report need to be reassessed. GSA and | CAP, working with OB, need

' FAA' s database does not distinguish between aircraft registered by Federal, state

and | ocal governnents, but categorizes themas “governnent aircraft.”
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to evaluate whether tracking and reporting all this data is
necessary. W also encouraged GSA to perform data analysis to
assure overall reliability of data received from the agencies,
foll ow up wth appropri ate agency officials to resol ve
di screpancies identified, and then consolidate and report on the
agencies' aircraft operations. W believe the above steps shoul d
serve to foster additional confidence in and cooperation between
GSA and the respective agencies. In addition, the above neasures
woul d further assure that agencies' aircraft prograns are operated
nore efficiently and effectively. GSA has agreed to pursue this
i ssue.

Concl usi ons

Qur review disclosed that, while the data reported to GSA has
i nproved, agencies still lack adequate inventory tracking and cost
accounting systens to record, nmaintain, and report reliable data in
a tinely manner. Wthout adequate systens, agencies are unable to
ensure that they are making good business decisions in their
efforts to determne:

t he nunber of aircraft needed to neet agencies' m ssions;
aircraft that can be shared with other agencies;

whet her to | ease or purchase an aircraft; and

ways to inprove their aircraft prograns so that the aircraft
are used in an econom cal manner.

0000

W Dbelieve agencies are attenpting to achieve the inventory
tracking and cost accounting systens necessary to mnake prudent
managenent and budgetary decisions regarding their aircraft program
operations and to dissemnate reliable information to neet external
reporting requirenents in a nore accurate and tinely manner.
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APPENDI X |
Page 1 of 3

LI ST OF OFFI CES OF | NSPECTORS GENERAL THAT
PARTI G PATED IN THE PC E REVI EW AND REPORTS | SSUED

The following list identifies the 20 reports issued by the 11
agencies that participated in the "President's Council on Integrity
and Efficiency Review of Federal Gvilian Agencies' Aircraft
Managenent Prograns.” The reports are organi zed by agency and by
dat e issued.

Agency, Report Title, Report Nunber and Date |ssued

Department of Agriculture

- U S. Departnment of Agriculture, Federal C vilian Agencies'
Aircraft Managenent.
Report Nunber: 50050-4-At.
Date |ssued: August 1994.

Departnent of Commerce

- National Oceanic and Atnospheric Adm nistration, Aircraft
Operations Center Needs Managenent Attention.
Report Nunber: ATL-5958-5-0001.
Date |ssued: March 1995.

Depart ment of Energy

- Audit of Aircraft Managenent at the Nevada Operations
Ofice.
Report Nunber: CR-L-94-21.
Date | ssued: Decenber 1993.

- Audit of Aircraft Managenent at the Al buguerque Operations
Ofice.
Report Nunber: CR-B-94-05
Date |Issued: Septenber 1994.

- Audit of Aircraft Managenent at the Bonneville Power
Adm ni stration.
Report Nunber: CR-B-94-06.
Date |ssued: Septenber 1994.
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Departnent of the Interior

- Lease/ Purchase of Aircraft for the Oegon State Ofice,
Bureau of Land Managenent.
Report Nunber: 94-1-476.
Date |Issued: March 1994.

- Use and Acquisition of Aircraft by the Departnent of the
Interior.
Report Nunber: 95-1-317.
Date |Issued: January 1995.

General Services Adm nistration

- Audit of GSA' s Aircraft Managenent Program
Report Nunber: A43005/ QO W F96019.
Date |ssued: March 1996.

Departnent of Justice

- The Federal Bureau of I|nvestigation, Managenent of Aviation
Qper ati ons.
Report Nunber: 95-9
Date |ssued: Decenber 1994.

- The U. S. Marshal s Service, Managenent of Aviation
Oper at i ons.
Report Number: 95-17.
Date |ssued: March 1995.

- Audit of the Drug Enforcenent Adm nistration, Managenent of
Avi ation Operati ons.
Report Nunber: 95-29.
Date |ssued: August 1995.

- Imm gration and Naturalization Service, Border Patrol
Managenent of Aviation Operations.
Report Nunber: 96-20.
Date |ssued: August 1996.
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Nat i onal Aeronautics and Space Adm nistration (NASA)

- NASA Aircraft Managenent, Langley Research Center.
Report Nunber: LA-95-001.
Date |ssued: March 1995.

Departnent of State

- Bureau of International Narcotics Matters Air Wng.
Report Nunber: 4-Cl-013.
Date |ssued: February 1994.

Departnment of Transportation (DOT)

- Report on Accounting and Reporting DOT Aircraft Cost and
Uilization, Ofice of the Secretary of Transportation
Report Nunber: AS-OT-4-003.

Date | ssued: Decenber 1993.

- Uilization of Adm nistrative Aircraft, Federal Aviation
Admi ni stration.
Report Nunber: AS-FA-5-009.
Date |Issued: February 1995.

- Utilization of Admnistrative Aircraft, U S. Coast CGuard.
Report Nunber: AS-CG 5-010.
Date |Issued: February 1995.

Departnment of the Treasury

- Bureau of Al cohol, Tobacco, and Firearns Aviation Program
Controls Need I nprovenent.
Report Nunber: O G 94-034.
Date |ssued: Decenber 1993.

- PCIE Audit of Federal G vilian Agencies' Aircraft
Managenent .
Report Nunber: O G 94-120.
Date |ssued: July 1994.

Tennessee Val ley Authority (TVA)
- Review of Aviation Managenent.

Report Nunber: 93-020P.
Date |ssued: Septenber 1993.

31



32

APPENDI X




AGENCI ES' Al RCRAFT | NVENTCORI ES AND COSTS
REPORTED BY GSA FOR FI SCAL YEARS 1992- 1994

I nvent ory CosTS (IN M LLI ONS)
Agency FY 1992 | FY 1993 | FY 1994 FY 1992 FY 1993 FY 1994
Agricul ture 328 338 371 $ 89.2 | $ 60.0 $ 150.0
Commer ce 15 15 18 5.3 8.6 6.3
Ener gy 47 44 37 37.0 33.1 33.3
Interior 106 105 106 51.0 45.9 58.0
Justice 320 311 339 92.7 76. 8 85.8
NASA 127 127 136 8.7 9.2 7.9
State 63 63 76 25.9 52.3 23.1
Transportation 317 310 314 560. 7 654. 6 598. 5
Treasury 146 160 179 141. 3 137.6 114. 4
TVA 7 10 10 1.1 1.0 .9
Al Ohers 13 14 18 8.8 6.0 9.5
I nt eragency Transfers -10 -12 -8
Tot al 1,479 1, 485 1, 596 $1,021.7 | $1,085. 2° $1,087. 7

2

Difference in total due to roundi ng.
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MATRI X OF MAJOR SHORTCOM NGS
Aircraft Safety Operational Efficiency Systems and Reporting
Agency A B C D E F G H [
Agriculture X X X X X X
Conmmrer ce X X X X X X X
Ener gy X X X
Interior X X X X
Justice X X X X
NASA X X X X X X X X
State X X
Transportation X X X X X X
Treasury X X X X X X
TVA X X X
Sub Total s* 4 5 2 7 5 7 7 8 6
Total s’ 8 10
Legend
AIRCRAFT SAFETY OPERATIONAL EFFICIENCY SYSTEMS AND REPORTING
A - OPERATIONS, MAINTENANCE, AND D - COST COMPARISONS AND ACQUISITIONS. G - PROPERTY RECORDS AND SYSTEMS.
INSPECTION. E - ADMINISTRATIVE USE. H - FAMIS/FAA RECONCILIATIONS.
B - PILOT CERTIFICATES AND RATINGS. F - CONTINUING NEEDS (UTILIZATION) AND I- EXTERNAL DATA REPORTING.

C - ACCIDENT AND INCIDENT REPORTING. DISPOSAL.

3

The FAM S/ FAA reconciliations were performed primarily by GSA's O G
Nurmber of agencies that identified a shortcomng within a section category.
° Total number of agencies that identified at |east one shortconming within a section.
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OFFI CES OF | NSPECTORS G=NERAL POTENTI AL SAVI NGS
| DENTI FI ED AS A RESULT OF THEI R REVI EWF’
(Source: O Gs' Audit Reports)

Agency Pot enti al Savi ngs
Agriculture $2, 724, 660
Conmrer ce $8, 772, 000
Ener gy $14, 893, 000
| nterior $5, 043, 900
Justice -
NASA $18, 150, 000
State ---
Transportation $6, 629, 617
Treasury S
TVA S

Tot al $56, 213, 177

Savings that O Gs determ ned could be realized if underutilized or excess aircraft
wer e di sposed of .
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ABBREVI ATI ONS AND ACRONYMS

CFR Code of Federal Regul ations

DLMS Demand Logi stics Managenent System

DOT Depart ment of Transportation

FAA Federal Aviation Adm nistration

FAM S Federal Avi ation Managenent |nformation System
FY Fi scal Year

GAO General Accounting Ofice

GSA General Services Adm nistration

| CAP I nt eragency Comm ttee for Aviation Policy

NASA Nat i onal Aeronautics and Space Adm nistration
NTSB Nat i onal Transportation Safety Board

acG O fice of Inspector GCeneral

ovB O fice of Managenent and Budget

PCl E President's Council on Integrity and Efficiency
TVA Tennessee Valley Authority
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G OSSARY

Agency Aircraft - an aircraft, excluding aircraft owned by the
Arnmed Forces, which is: owned and operated by any executive agency
or entity thereof; or exclusively I|eased, chartered, rented,
bail ed, contracted and operated by an executive agency.

Bailed Aircraft - any aircraft borrowed by a departnent or agency
fromthe Departnent of Defense (DoD), state or |ocal governnment, or
ot her non-Federal entity.

Charter Aircraft - a one-tinme procurenent for aviation resources
and associ at ed servi ces.

Gvil Arcraft - any aircraft other than a public aircraft. Guvil
aircraft include privately-owed aircraft and commercial aircraft,
such as those used by small air taxis and schedul ed airlines.

Commercial Activity - the process resulting in a product or service
that is or could be obtained froma private sector source.

Commercial Source - any business or other concern that is eligible
for contract award in accordance wth Federal Acquisition
Regul ati ons.

Contract Aircraft - aircraft procured for an agency's excl usive use
for a specified period of tine in accordance with the requirenents
of the Federal Acquisition Regulations 48 CFR Chapter 1 or other
appl i cabl e procurenent regul ations.

Federal G vilian Agencies - any nondefense executive agency or any
establishment in the Ilegislative or judicial branch of the
Covernnment (except the Senate, the House of Representatives, and
the Architect of the Capitol).

Governnent  Aircraft - any aircraft owned, |eased, chartered or
rented and operated by an executive agency.

| nherently CGovernnental Activity - an activity that 1is so
intimately related to the public interest as to nandate performance
by Federal enployees. Activities that neet these criteria are not
in conpetition with commercial sources, are not generally avail abl e
from commercial sources and are, therefore, not subject to OB
Crcular A-76 or its Suppl enent.
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Interagency Transfers - aircraft owned by one Covernnent agency
whi ch are bei ng used by anot her Governnent agency.

Loaned Aircraft - an aircraft owned by a Departnent or independent
office which is on loan to a state or other entity.

Mlitary Aircraft - aircraft which are unique and peculiar to DoD
and have Iimted commercial application.

M ssion Requirenents - activities that constitute the discharge of

an agency's official responsibilities. Such activities include,
but are not limted to, the transport of troops and/ or equipnent,
trai ni ng, evacuat i on, intelligence and counter-narcotics

activities, search and rescue, transportation of prisoners, use of
defense attache-controlled aircraft, aeronautical research and
space and science applications, and other such activities. M ssion
requirements do not include official travel to give speeches, to
attend conferences or neetings, or to nake routine site visits.

Non- operational Aircraft - an owned, |leased, or bailed aircraft
that cannot be flown or operated by the owning or using agency for
an extended period (six nonths or nore).

Oficial Travel - (i) Travel to nmeet mssion requirenents, (ii)
required use travel, and (iii) other travel for the conduct of
agency busi ness.

Qperational Aircraft - an owned, |eased, or bailed aircraft that is
flown and operated or capable of being flow and operated by the
OWni ng or using agency.

Owmed Aircraft - aircraft registered to a Departnent or an
i ndependent agency in conformty with the regulations of FAA (14
CFR Chapter 1, Part 47) or in conformty with appropriate mlitary
regul ati ons.

Program Qperating Costs - costs to operate in-house Covernnent-
owned aircraft, which include conputed and real costs, and costs to
obtain commercial aircraft and rel ated servi ces.

Public Aircraft - Aircraft used exclusively in the service of any
Governnent or of any political subdivision thereof, including the
Governnent of any State, Territory, or possession of the United
States, or the D strict of Colunbia, but not including any
Covernnment -owned aircraft engaged in carrying persons or property
for comercial purposes.” Under Public Law 103-411, agencies are
required to conply wth FAA certification, nmaintenance, and
operational regulations applicable to civil aircraft operations
when transporting passengers or property for commercial purposes.

37



APPENDI X VI
Page 3 of 3

Rental Aircraft - aviation resources or services procured through a
standing ordering agreement which is a witten instrunent of
under st andi ng, negoti ated between an agency, contracting activity,
or contracting office and contractor that contains: terns and
clauses applying to future contracts (orders) between parties
during its term a description, as specified as practicable, of
supplies or services to be provided; and nethods for pricing,
i ssuing, and delivering future orders.

Required Use - Use of Governnment aircraft for the travel of an
executive agency officer or enployee, where the wuse of the
Governnent aircraft is required because of bona fide conmunications
or security needs of the agency or exceptional scheduling
requirements.

Senior Federal Oficials - CGenerally, these are persons enpl oyed by
the Wite House and executive agencies, including independent
agencies, at a rate of pay equal to or greater than the m ni num
rate of basic pay for the Senior Executive Service. Exenpted from
this definition, for purposes of OMB Crcular A-126, are active
duty mlitary officers.
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REPORT DI STRI BUTI ON

External to GSA:

Menbers of the President's Council on Integrity
and Efficiency

Chairman United States Senate Commttee on
Conmer ce, Science and Transportation

Ranking Mnority Leader United States Senate
Comm ttee on Commerce, Science and Transportation

Chairman United States Senate Subcommittee on
Avi ati on

Ranking Mnority Leader United States Senate
Subconmm ttee on Aviation

Chairman United States Senate Conmttee on
CGovernnmental Affairs

Ranking Mnority Leader United States Senate
Committee on Governnental Affairs

Chairman United States Senate Subcommittee on
Oversi ght of CGovernnment Managenent and the
D strict of Colunbia

Ranking Mnority Leader United States Senate
Subcomm ttee on Oversight of Governnent
Managenent and the District of Col unbia

Chai rman House Committee on CGover nnent
Ref or m and Over si ght

Ranking Mnority Leader House Commttee on
Gover nnent Reform and Over si ght

Chai rman House Subconm ttee on Gover nnent
Managenent, Informati on and Technol ogy

Ranki ng M nority Leader House Subcomm ttee on
Cover nment Managenent, Informati on and Technol ogy
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REPORT DI STRI BUTI ON

External to GSA:

Chai rman House Comm ttee on Transportation and
I nfrastructure

Ranking Mnority Leader House Commttee on
Transportation and Infrastructure

Chai rman House Subconmttee on Aviation
Ranking Mnority Leader House Subcomm ttee on Aviation

Ceneral Accounting Ofice

Internal to GSA:

Adm ni strator (A

Associ ate Admnistrator for Governnentw de Policy (M

| nspect or General (J)

Assi stant Inspector CGeneral for Auditing (JA JAQ and JAS)
Audi t Pl anning (JAN)

Assi stant I nspector General for Investigations (JI)

Ofice of the Chief Financial Oficer (B)

Audit Resol ution and Managenent Controls Division (CER
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