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DEPARTMENT OF TRANSPORTATI ON
Federal Aviation Adm nistration
14 CFR Part 91, 121, 125, and 135
[ Docket No. 29145; Notice No. 98-2]
RIN 2120- A3
Child Restraint Systens
AGENCY: Federal Aviation Adm nistration (FAA), DOT.
ACTI ON:  Advance notice of proposed rul emaki ng (ANPRM .
SUMVARY: The FAA seeks public comment on issues relating to the
use of child restraint systens (CRS's) in aircraft during al
phases of flight (i.e., taxi, takeoff, landing, or any other tine
the seat belt signis illumnated). Specifically, the agency
seeks crash performance and ease-of -use i nformati on about
exi sting and new autonotive CRS s, when used in aircraft, as well
as the devel opnent of any other new or inproved CRS s designed
exclusively for aircraft use.

Thi s advance notice of proposed rul emaki ng (ANPRM responds
to a recomendati on nade by the Wite House Conmm ssion on
Avi ation Safety and Security and is intended to gather
i nformati on about the technical practicality and cost feasibility
of requiring small children and infants to be restrained in CRS
in aircraft. This information is needed so that the FAA can
determ ne the best way to address the safety of children while on

board aircraft. After review ng the coomments, the FAA may issue



a Notice of Proposed Rul emaking with specific regulatory
proposal s that respond to the Comm ssion’s reconmendati ons
regardi ng the use of CRS's.

DATES: Comments nust be received on or before June 18, 1998.
ADDRESSES: Comments on this notice may be delivered or nail ed,
intriplicate, to: Federal Aviation Admnistration, Ofice of
the Chief Counsel, Attn.: Rules Docket (AGC200), Docket No.
29145, Room 915G 800 I ndependence Avenue, SW, Washi ngton, DC
20591. Comments subm tted nust be marked: "Docket No. 29145."
Comments may al so be sent electronically to the foll ow ng

I nternet address: 9-NPRM CMIS@ aa. dot.gov. Conments may be
exam ned in Room 915G on weekdays, except Federal holidays,

between 8:30 a.m and 5:00 p. m

FOR FURTHER | NFORMATI ON CONTACT: Donell Pollard, Air
Transportation Division, AFS- 203, Flight Standards Service,
Federal Aviation Adm nistration, 800 |Independence Avenue, SW,

Washi ngton, DC 20591, tel ephone (202) 267-3735.

SUPPLEMENTARY | NFORNVATI ON:
Comments Invited

I nterested persons are invited to comment on the ANPRM by
submtting such witten data, views, or argunents as they may

desire. Coments nust identify the regul atory docket or notice



nunmber and be submtted in triplicate to the Rul es Docket address
speci fi ed above.

All coments received, as well as a report sunmarizing each
substantive public contact with FAA personnel on this rul emaking,
will be filed in the docket. The docket is avail able for public
i nspection before and after the coment closing date.

All coments received on or before the closing date will be
considered by the Admnnistrator in determ ning whether to go
forward with a proposed rul emaking. Late-filed comments will be
considered to the extent practicable. Commenters w shing the
FAA to acknow edge receipt of their coments submtted in
response to this ANPRM nust include a pre-addressed, stanped
postcard with those comments on which the follow ng statenent is
made: "Comments to Docket No. 29145." The postcard will be date

stanped and nmailed to the commenter.

Avai l ability of ANPRM

An el ectronic copy of this docunent may be downl oaded usi ng
a nodem and sui tabl e communi cations software fromthe FAA
regul ati ons section of the Fedworld el ectronic bulletin board

service (tel ephone: 703-321-3339), the Federal Register’s

el ectronic bulletin board service (tel ephone: 202-512-1661), or
t he FAA Avi ation Rul emaki ng Advisory Commttee bulletin board

service (tel ephone: 800- FAA- ARAC)



I nternet users may reach the FAA's Wb page at

http://ww. faa. gov or the Federal Register’s Wb page at

http://ww. access. gpo. gov/su_docs for access to recently
publ i shed rul emaki ng docunents.
Any person may obtain a copy of this ANPRM by submtting a
request to the Federal Aviation Admnistration, Ofice of
Rul emaki ng, ARM 1, 800 | ndependence Avenue, SW, Washi ngton, DC
20591, or by calling (202) 267-9680. Communi cations mnust
identify the notice nunber or docket nunber of this ANPRM
Persons interested in being placed on the mailing list for
future ANPRM s and Notices of Proposed Rul emaking (NPRMs) should
request fromthe above office a copy of Advisory Circular No. 11-
2A, Notice of Proposed Rul emaking Distribution System that

descri bes the application procedure.

Backgr ound

On February 12, 1997, the Wite House Conm ssion on Aviation

Safety and Security (the Comm ssion) issued a final report
to President Cinton which included a recommendati on on CRS use
during flight. The following is an excerpt fromthe final report
as it relates to CRS s:

“The FAA should revise its regulations to require that al
occupants be restrained during takeoff, |anding, and turbul ent
conditions, and that all infants and small children bel ow the

wei ght of 40 pounds and under the height of 40 i nches be



restrained in an appropriate child restraint system such as
child safety seats, appropriate to their height and weight.”

The Federal Aviation Admnistration (FAA) is issuing this
ANPRM to gather information to enable the agency to act upon the
Comm ssion’s recommendati ons. This ANPRM does not propose
specific regulatory changes. Rather, it requests coments, data
and anal yses to determ ne the best approach to maintaining and
enhanci ng safety of children who are passengers in aircraft.
After reviewi ng the coments received, the FAA may issue an NPRM
proposi ng specific regulations. Interested persons wll have the
opportunity to coment on those proposed changes before a final
rule is adopted.

Ter m nol ogy

For the purpose of this ANPRM the various child restraint
devices are described as foll ows:

Booster seats: Designed for children who wei gh between 30
and 60 pounds. These seats have a raised platform base on which
the child sits. Sone booster seats have a front shield, over
which the lap belts are routed, which covers the child's
abdom nal area. Shield-type booster seats typically do not have
a back or side shell. Depending on the nodel, sone booster seats
can be used without the front shield if a shoulder strap is
avai |l abl e.

Forward-facing child restraint devices: Designed for

chil dren who wei gh between 20 and 40 pounds. These seats have a



side and back shell and shoul der straps. The seats are installed
by routing the vehicle lap belt through a path provided in the
back.

Aft-facing child restraint devices: Designed for children
who wei gh | ess than 20 pounds. These seats have adj ustable
shoul der straps but do not have a shield over the chest or
abdonen of the child. The seats typically are installed by
tightening the vehicle lap belt through slots on the top side.

Vest - and harness-type child restraint devices: Designed
for children who wei gh between 20 and 40 pounds. These seats
consi st of forward-facing restraints fabricated with webbi ng.
There is no rigid shell or platform This type of seat attaches
to the vehicle’s |ap belts by passing through a | oop sewn on the
back side of the harness.

Lap-held child restraint devices: Designed to restrain
children I ess than two years old on the lap of an adult. These
devices are commonly referred to as belly belts.

Child restraint system The term“child restraint systeni
is used when referring to the child restraint device as installed

in a passenger seat and secured with [ap belts.

Current Regulations for Child Restraint Systens on Board
Aircraft

Section 91.107 of the Code of Federal Regulations (14 CFR)
stipulates that CRS s nust neet certain operational

requi renents, while 88 121.311, 125.211, and 135.128 set forth



how t hese systens may be used on board aircraft. Under current
regul ations, children two years old and under may be held in an
adult’s lap throughout the flight. Alternately, parents may opt
to use an approved CRS - specifically, one certified to neet the
requi renents of Federal Motor Vehicle Safety Standard (FMWSS)
213, to restrain children of this age group when they travel in
commercial aircraft. |If parents want to ensure that their child
has a seat in which to use a CRS, they typically pay a separate
fare for that child. Children who are lap held are typically
not charged fares by airlines.

Whet her or not an air carrier charges a fare for the smal
child, a separate passenger seat is required for CRS use and
installation. Airlines are required to accomobdate the use of
approved CRS s by ticket-holding small children.

The provisions for the | abeling and use of CRS s in aircraft
were set forth in the Septenber 15, 1992, M scell aneous
Operational Final Rule Armendnents [57 FR 42662]. These
anendnents were based on years of work by both the FAA and the
Nati onal H ghway Traffic Safety Adm nistration (NHTSA). NHTSA s
FMW/SS 213, as revised under 49 CFR 571. 213, contains the
performance and | abeling requirenments for CRS s sold for use in
the United States for both aircraft and autonotive applications.
Hundreds of nodels of CRS s have been manufactured and certified
to this standard. Certain CRS s that neet the perfornmance and

| abeling requirenents of FM/SS 213 for autonobile use, such as



booster seats, and vest-, and harness-type child restraint

devi ces, are nonethel ess prohibited for use in aircraft. Under
current FAA regulations, children two years old or older are
required to have a separate passenger seat on board aircraft.
Ceneral Discussion of Issues Regarding Child Restraint Systens
The 1994 “CAM " St udy”

I n Septenber 1994, the FAA issued a report entitled, “The
Performance of Child Restraint Devices in Transport Airplane
Passenger Seats” (commonly referred to as the CAM study'). The
research for the CAM study involved dynam c inpact tests with a
variety of CRS s installed in transport airline passenger seats
and subjected to the force of 16g peak | ongitudi nal decel eration
| oads required under 14 CFR 25.562(b)(2).

Sonme of the tests were configured to represent a typical
multi-row seat installation and included testing the effects of
an adult occupant inpact against the back of a seat in which a
CRS was installed. The tests also investigated other aspects of
child restraint device use in aircraft, including dinensional
conpatibility of CRS s with transport category aircraft passenger
seats and ease of installation.

Sone findings of the CAM study are as foll ows:

1. As a class of child restraint devices, shield-type

booster seats, in conmbination with factors associated with

'CAM is the FAA's Civil Aeronedical Institute. The CAM study
i s assigned report nunber DOT/ FAA/ AAM 94-19 and is avail abl e



ai rpl ane passenger seats, contributed to an abdom nal pressure
measur enent higher than in other child restraint devices and did
not prevent a head inpact.

2. Fundanental design characteristics of shield-type
booster seats nmade their belt paths inconpatible with aircraft
seat belts.

3. Vest-and harness-type devices all owed excessive forward
body excursion, resulting in the test dummy sliding off the front
of the seat. Therefore, a high likelihood exists that a child's
entire body could inpact a seat back directly in front of it.
Rebound accel eration presented further risk of injury.

4. Lap-held child restraint devices (belly belts) allowed
the test dumy to nmake severe contact with the seat back directly
in front of it, resulting in a severe head inpact. There were
al so hi gh abdom nal |oads froma conbination of the forward
bendi ng notion of the adult upper torso to whomthe child is
attached and the aft row occupant’s inpact on the breakover seat
back.

Based on the results of the CAM study, the FAA and NHTSA
issued a final rule on June 4, 1996, that w thdrew approval for
t he use of booster seats and vest- and harness-type child
restraint devices in aircraft during takeoff, |anding, novenent
on the surface [61 FR 28416]. In addition, the rule enphasized

the existing prohibition against the use, in all aircraft, of

t hrough the National Technical Information Service, Springfield,
VA 22161.



| ap-held child restraint devices (including belly belts). The
FAA suppl emented this rule with a maj or public education canpaign
that pronotes the use of CRS s on board aircraft at all tines.
The canpai gn al so reinforces the FAA s recommendati on that smal
chi |l dren wei ghi ng under 40 pounds are safest when in an approved
CRS. The canpaign includes a series of video, radio, and print

public service announcenents.

The 1995 Report to Congress

In addition to the CAM study, in May 1995, the FAA
submtted a final Report to Congress on CRS performance and cost
effectiveness. The primary issues analyzed in this report
i ncluded CRS crash performance effectiveness in otherw se
survivable air carrier crashes and the possible econom c inpacts
of requiring CRS use. As to the CRS crash performance
ef fectiveness, further findings fromthe CAM study were
reported. These findings include the foll ow ng:

1. Aft-facing CRS s perfornmed well, protected the child,
and coul d be adequately restrained with existing aircraft seat
bel ts.

2. Booster seats perfornmed poorly, did not prevent head
i npact, and could not be properly attached to the aircraft seat.

3. Six of eight forward-facing CRS s tested, when
restrained with aircraft seat belts and subjected to the 16g

| ongitudinal aircraft deceleration, failed to prevent head i npact
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criteria (HHC) values of nore than 1,000. (HC of 1,000 is
considered the threshold for serious head inpact injury in
adults.) Routing the aircraft seat belt through a forward-facing
CRS and buckling and unbuckling it was difficult, leading to the
conclusion that sonme CRS s might not be easily and adequately
secured to aircraft seats.

4. Changing the aircraft seat belt anchor points, i.e.,
movi ng themrearward, resulted in satisfactory performance of
many forward-facing CRS s. However, changing the anchor points
m ght be problematic with sonme aircraft seating configurations.

When forward-facing CRS s are subjected to a | ongitudinal
decel eration, FAA tests have shown that they nove forward before
the aircraft seat belt can properly react to restrain them
There are sone airplane passenger seat nodels that have | ap-belt
anchor | ocations that satisfactorily inhibit the forward
excursion of forward-facing CRS s. However, a survey of mmjor
airlines, conpiled by the FAA as part of a cooperative project
with the Society of Autonotive Engi neers, indicates that fewer
than 20 percent of passenger seats currently in service have seat
belt anchor geonetry that woul d adequately restrain forward-
facing CRS s.

Addi tionally, under 16g dynam c inpact test conditions, the
typi cal econony airplane passenger seating configuration affords
approxi mately 26 inches of free space forward of the seat back

bef ore head contact will occur. This distance includes the
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forward elastic deflection of a nonbreakover forward row seat
back. [If the longitudinal excursion of a child seated in a
forward-facing child restraint device exceeds this distance, it
is likely the child s head would strike the forward row seat
back. Conparable FWSS 213 test requirenents specify 32 inches
of free space ahead.

Under FMWSS 213, the aircraft test is essentially an
inversion test. The performance requirenent is that the child
test dummy not slip out of the restraining harness in the child
seat when the seat is inverted. This test is adequate for
gaugi ng autonotive CRS performance in air turbul ence situations,
but may not be adequate for gauging whether the CRS wll nove
relative to the aircraft seat in a forward decel eration crash
node. This finding |eads to the question of whether further
tests, simlar to those FAA has perforned, are necessary to
assess the |longitudinal excursion of child test dumm es on
forward-faci ng CRS s.

Al t hough the 1995 Report contains an econom c anal ysis, the
focus of this ANPRMis on the technical aspects of CRS design and

usage.

Federal Motor Vehicle Safety Standard No. 213
Prior to 1984, when the FAA Technical Standard Order (TSO
C- 100 requirements were conbined into FMWSS 213, there was a

di sparity between the nunber of child restraint nodels avail able
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for notor vehicle use and the nunber available for aircraft use.
The lack of child restraints for aircraft use aroused several
safety concerns. One was that sone famlies traveling by air
wer e di scouraged from taking unapproved child restraints with
them and thus did not have them avail able for use at their
destination to protect their children while the famly was
driving. The other concern was that those famlies who
neverthel ess took their unapproved child restraint devices on
trips had to stowthe restraints in the aircraft cargo
conpartnment, and thus were not able to use themto protect their
children during the flight.

In 1984, FAA and NHTSA anended the FMVSS and TSO
requi renents to permt manufacturers to “self-certify” their
restraints for aircraft use, provided that they neet the FMWSS
213 requirenents and an additional requirenment, an inversion
test. (49 FR 34357; August 30, 1984). The effect of the 1984
rul emaki ng was to speed certification of child restraints for
aircraft use, and thereby increase the availability of aircraft-
certified child restraints.

However, the CAM test results indicate that it may be
prudent to assess whether the current FMV/SS 213 test requirenents
adequately address aircraft crash conditions. Under FMWSS 213,
the aircraft test is essentially an inversion test for
turbul ence. The performance requirenment is that the child test

dumy not slip out of the restraining harness in the child seat.
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This is not a test to ensure that the child restraint system does
not nove relative to the aircraft seat.

In addition, the seat belt anchor |ocations and seat
cushions specified in the FMWSS 213 test fixture are not
representative of airplane seats. Tests of CRS s in airplane
passenger seats conducted by both the FAA and NHTSA have
confirmed that the |ongitudinal excursion of forward-facing CRS s
is much greater in airplane passenger seats than when tested in
the FWSS 213 fixture. Thus, an adequate assessnment of forward-
facing CRS s may necessitate the use of aircraft-specific tests

in addition to those required by FWSS 213.

FAA Efforts to Develop Child Restraint Systens for Use On Board
Aircraft

The FAA is investigating potential solutions to performance
problenms with CRS' s. First, CAM has devel oped and fully tested
a prototype aircraft seat insert platform The platformis
inserted under the child restraint device and secured to the
aircraft seat using the aircraft passenger seat belt. A
different set of belts, which is part of the platform is used to
secure the child restraint device to the platform The platform
makes the child restraint device easier to install in the
ai rpl ane seat and reduces the |ikelihood of inproper

installation. The platform s design goal is to provide a better
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interface between a child restraint device and an aircraft
passenger seat.

A second alternative is to develop an aircraft-only child
restraint device that could be used in either a forward- or aft-
facing configuration. Prototype nodels have been successfully
desi gned, devel oped, and tested independently in the United
States and Canada as part of a cooperative project with Transport
Canada.

Athird alternative is to nodify a certain nunber of
passenger seats on each airplane and install seat belts with
rel ocat ed anchorage points. This could serve to inprove the
performance of existing child restraint devices. However,
rel ocati ng anchorage points nmay prove inpractical because: (1)
structural locations at which to attach new anchorage points may
not exist; and (2) passenger seat recertification may be

necessary.

NHTSA NPRM  "Federal Mtor Vehicle Safety Standards; Child
Restrai nt Systens; Tether Anchorages for Child Restraint Systens;
Chil d Restraint Anchorage Systent

NHTSA has proposed revisions to FWSS 213 to upgrade CRS
performance in autonotive applications (62 FR 7857; February 29,
1997). The NHTSA proposal considered two new net hods of securing
child restraints in vehicles, in addition to the current nethod

of securing the restraints by using seat belts. Both nethods
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require the notor vehicle to have a dedi cated anchorage system
for child restraints. The first nmethod consists of two

| at chpl ates positioned at the seat bight (the intersection of the
seat cushion and the seat back), which would connect to two
buckl e nechani sns affixed to the child seat. The second net hod
consists of rigid or sem-rigid Drings installed at the vehicle
seat bight, and matching hardware on the child seat to attach to
those D-rings. Such hardware could include latches simlar to

t hose used for vehicle door and truck | atches, which are attached
to rigid prongs on the child seat. The FAA has expressed a
concern that the rigid prongs on this type of child seat may not
be conpatible with aircraft seat cushions or suited for narrow
aircraft seat usage.

Bot h met hods under consi deration by NHTSA woul d i nclude a
top tether anchorage strap. The tether is designed to be
attached to a ring installed on either the car’s backlight deck
under the rear wi ndow or on the rear-seat’s underside to keep the
back support of the child restraint device fromrotating forward
on inpact. The tether strap installation is not currently

conpatible wwth aircraft passenger seats.

Request for Information
The FAA is issuing this ANPRM to gat her operational and
technical data fromair carriers, the public, manufacturers, and

other interested parties to determne the best way to ensure the
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safety of small children in CRS s during takeoff, landing, and in
turbulent conditions while on board the aircraft. The FAA
requests comrents and suggestions on all issues related to the
use of CRS's. The FAA will consider all comrents and
suggestions. The followi ng are issues of particul ar concern:

1) General. The FAA requests comments regardi ng probl ens
with fit, function, and performance that have been encountered
with existing child restraint devices, especially installation
probl ens in general aviation and commuter aircraft. For exanple,
sonme child restraint device designs are sinply too big to fit on
some narrow aircraft seats, with or without an interfacing
platform FAA s finding that these dinensional m smatches can
occur is based on a limted survey of |arger commercial aircraft
seats. Smaller, commuter aircraft seats are not included in this
survey. Msmatches with the commuter and general aviation fleet
of aircraft could be nore preval ent.

Accordi ngly, FAA seeks detailed information about the
di mensi ons of existing or possible future CRS designs regarding
their ability to fit into the range of airline passenger seat
sizes that are installed in comercial aircraft. The FAA al so
seeks information fromairlines about how frequently passengers
attenpt to use CRS' s that are too large for the aircraft seat.
Airlines are asked to conmment on how they handl e such situations
now, and how t hey woul d envi si on addressi ng such situations if

CRS use was mandatory. Finally, the FAA queries whether it would
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be appropriate or practical, under FMW/SS 213, to establish
dinensional limts for CRS s that are dual -use certified for both
autonoti ve and aircraft use.

2) Forward-facing CRS's. The FAA requests comments

regarding the safety of forward-facing CRS' s, especially in air
carrier aircraft, including any current research data regarding
forward-facing child restraint devices.

In particular, should airplane-specific tests be required,
in addition to those conducted under FMW/SS 213, to adequately
assess the longitudinal excursion of child test dummes in
forward-facing CRS s? Should child seats certified for aircraft
use undergo testing in conditions representative of those found
in a commercial transport airplane accident? For exanple, should
there be a requirenment for dynamc testing of a child restraint
device to 16 g’s when attached to an airplane seat using |lap- and
seat-belt anchorages representative of the belt assenblies and
anchorages found in commercial transport airplanes?

3) Aft-facing CRS's. The FAA requests comments regardi ng

probl ens that may be associated with aft-facing child restraint
devi ces, including any current research data regarding aft-facing
child restraint devices. Should the current dual -use
certification policy continue for both aft-facing and forward-
facing CRS s, or should the policy be limted to only aft-facing

seats?
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4) Approval of CRS s. The FAA requests comments about the

advi sability of having child restraint devices certified under
FMVSS 213 for aircraft use. Should a separate aviation standard
be devel oped for aircraft use? |In particular, CRS manufacturers
are invited to coment on whether, under a nmandatory CRS-use
regul ation, they would choose to dual -certify their products, if
(1) additional aircraft- specific tests were required, and (2) it
was optional for CRS manufacturers to dual-certify their product.

5) Research on child restraint systens. The FAA requests

comments about new CRS s that are being devel oped, relative to
their appropriateness for use in both autonobiles and aircraft.
In addition, the FAA requests comments on devices that are being
devel oped or that are already available that are simlar to the
prototype seat insert platform previously described in this
notice. Specifically, the FAA wuld |like to know if there are
any problens that will preclude manufacturers from devel opi ng
such devi ces.

Simlarly, comments are sought on the potenti al
availability, performance capabilities, and ease-of use of
aircraft-only CRS designs. Further, the FAA al so queries whet her
any design limtations and/or |abeling requirenments should be
pl aced on aircraft-only CRS' s.

6) Changi ng anchor point |ocations for aircraft passenger

seat belts. CAM data indicate that changes to the |ocation of

t he anchor points for passenger seat belts would greatly enhance
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the performance of existing child restraint devices. The FAA
requests information on the technical and operational feasibility
of changi ng these anchor points on a few passenger seats on
existing aircraft as well as on aircraft seats manufactured in
the future. Information is also requested on the feasibility of
equi pping sone aircraft seats with a top tether anchorage, such
as on the underside of the seat.

7) Evacuation of aircraft with children in child restraint

systens. The FAA requests data on the effect of child restraint
systens on passenger egress tines.

8) Mandatory use of child restraint systens for children

under 40 inches and under 40 pounds. The FAA requests comments

regardi ng the safety consequences of requiring all children under
40 i nches and under 40 pounds to be in an appropriate CRS. Wat
ef fect would such a requirenent |ikely have relative to injuries
sustained in both aircraft crashes and air turbul ence conditions?
Al so, the FAA requests data on the effect of height and wei ght on
the efficacy of both current and future autonotive CRS s, as well
as aircraft-only CRS's. In particular, the FAA would like to
know whet her CRS s shoul d be mandatory where the passenger is:

(1) both under 40 inches and under 40 pounds; or (2) either under
40 inches or under 40 pounds. Current FAA regul ations do not
require the use of restraint systens designed specifically for
children; for exanple, a two-year-old child, regardl ess of size

and weight may be restrained in either a CRS or a passenger seat
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belt, and a child under two years of age may be lap held. In
addition, the FAA is seeking data regardi ng how many chil dren
travel by aircraft that are under: (1) two years of age; or (2)
40 i nches and 40 pounds. The FAA is seeking comment regardi ng an
air carrier’'s ability to enforce the weight and hei ght

requi renents for CRS usage.

9) Providing child restraint systens on aircraft. The FAA

requests comrents regarding the effects of requiring air carriers
to supply appropriate CRS s. For exanple, how would air carriers
ensure that appropriate CRS s were available for flights?

10) Inpacts on small businesses. The FAA requests comments

regarding the effects of mandatory CRS use, including supplying
CRS' s, on small air carriers.

11) Using a dedicated nethod for aircraft applications.

The FAA requests comments about the appropriateness of
incorporating a dedicated child restraint anchorage system such
as those being considered by NHTSA (62 FR 7857), into current
aircraft fleets.

12) Current practices. The FAA requests data and conments

on the current practice of allowng an adult to hold a child two
years of age or younger on his or her lap while seated in a
forward or rear-facing seat. Estimates of the nunber of smal
children and infants that travel in this manner are especially

sought..
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13) Additional rear facing seats. The FAA is requesting

data and comments regarding the inpact of requiring air carriers
to supply rear-facing seats on aircraft. Sone have suggested
that requiring a limted nunber of rear-facing seats woul d
enhance the safety of child passengers.

14) Children per flight requiring child restraint seats.

The FAA requests comment on the nunber of children that require
CRS s, both on an average and on a peak basis.

15) Oher solutions. The FAA requests comments about ot her

possi bl e solutions to ensure that small children are properly

restrai ned while on board aircraft.

Regul atory Process Matters
Econom c | npact
The Regul atory Flexibility Act of 1980 requires Federal agencies to
consider the extent that proposed rules nmay have “a significant
econom c inpact on a substantial nunber of small entities.”
Al t hough the FAA is unable, at this time, to determne the |ikely
costs of inposing regulations requiring small children to be
restrained in CRSs in aircraft, following a review of the comments
submtted to this ANPRM the FAA will determ ne what the potential
costs and benefits of the various rul emaki ng options are.

Li kewi se, at this prelimnary stage, it is not yet possible to
determ ne whether there will be a significant economc inpact to a

substantial nunber of snmall entities or what the paperwork burden,
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if any, mght be. These regulatory matters will be addressed at

the time of publication of any NPRM on the subject.

Signi ficance

This prelimnary rul emaking is considered a “significant
regul atory action” under Executive Order 12866 and, therefore, has
been reviewed by the Ofice of Managenent and Budget. This
prelimnary rul emaking is al so considered significant under the
regul atory policies and procedures of the of the Departnent of
Transportation (44 FR 11034; February 2, 1979) because of
considerable public interest. |In addition, any NPRM subsequently
devel oped based on comments to this ANPRM nay be consi dered
significant.

| ssued in Washi ngton, DC, on February 11, 1998

Ava L. M ns,
Acting Deputy Director
Fl i ght Standards Service
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