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1 One type of child restraint, the ‘‘belt
positioning’’ booster seat, is not eligible for such
certification. These restraints, which are intended
for use by children weighing from 30 to 60 pounds,
are designed for use with a lap/shoulder belt
system. FMVSS No. 213 does not permit these
restraints to be certified for aircraft use because
aircraft passenger seats typically lack shoulder
belts. See amendment of FMVSS 213 to permit
manufacture of belt-positioning child seats (59 FR
37167; July 21, 1994). In its NPRM, the FAA
proposes to ban the use of belt-positioning booster
seats on airplanes.

(‘‘Backless child restraint system’’ is
defined in S4 of FMVSS 213; see, 59 FR
37167, July 21, 1994). Backless child
restraint systems are also known as
‘‘backless booster seats’’ or ‘‘shield-
type’’ booster seats.

Background
Standard 213 permits manufacturers

to certify their restraints 1 for aircraft use
if they are certified for use in motor
vehicles and meet an additional
requirement, an inversion test. The
provisions permitting such certification
were added to the standard in 1984 (49
FR 34357; August 30, 1984), partly in
response to suggestions of the National
Transportation Safety Board (NTSB) that
DOT simplify its standards for the
performance of child restraints on
aircraft by combining all technical
requirements into a single standard
(NTSB Safety Recommendations A–83–
1, February 24, 1983). Prior to the
amendment, FAA had its own child
restraint standard, Technical Standard
Order C100 (TSO C100). TSO C100 and
FMVSS 213 had different performance
requirements, methods of certification
and testing procedures.

In the 1984 rulemaking, NHTSA and
FAA concluded that the DOT child
restraint requirements should be
consolidated in FMVSS 213 and that a
TSO C100 inversion test was the only
performance requirement from the FAA
standard that needed to be incorporated
into FMVSS 213. In the inversion test,
the combination of a child restraint, test
dummy and aircraft passenger seat is
rotated to an inverted position and held
there. During the test, the child restraint
must not experience any failure or
deformation that could seriously injure
or prevent the subsequent removal of
the occupant.

Prior to the 1984 rulemaking, a
manufacturer wishing to designate a
child restraint model as suitable for
aircraft had to submit information to
FAA to obtain its approval of the model.
As a result of this pre-1984 approval
process, there was a disparity between
the number of child restraints available
for use in motor vehicles and the
number available for use in aircraft. In
1984, approximately 28 models of child

restraints were produced under FMVSS
213 for use in motor vehicles. The child
restraint manufacturers obtained TSO
authorizations for only five of the 28
models, or only 16 percent of the total
production of child restraints.

The lack of FAA approval of most
motor vehicle child restraints for use in
aircraft aroused several safety concerns.
One was that some families traveling by
air were discouraged from taking
unapproved child restraints with them
and thus did not have them available for
use at their destination to protect their
children while the family was driving.
The other concern was that those
families who nevertheless took their
unapproved child restraints on trips had
to stow the restraints in the aircraft
cargo compartment, and thus were not
able to use them to protect their
children during the flight.

The effect of the 1984 rulemaking was
to speed certification of child restraints
for use in aircraft, and thereby increase
the availability of aircraft-certified child
restraints. Since then, manufacturers
have been able, under FMVSS 213, to
‘‘self-certify’’ their child restraints for
aircraft use by ensuring that they pass
all of the standard’s motor vehicle
requirements and the inversion test. As
a result, there has been a tremendous
increase in the number of child
restraints certified for use in aircraft.

FAA complemented NHTSA’s
rulemaking by amending its Federal
Aviation Regulations (FARs) (14 CFR
Parts 91, 121, 125 and 135) to provide
for the in-flight use of aircraft-certified
child restraints. The amendments
required the air carriers to allow the use
of any child restraint having a labeling
indicating that it is certified to FMVSS
213, manufactured under the standards
of the United Nations, or approved by
a foreign government, as long as the
restraint can be secured to a forward-
facing passenger seat. An infant or child
who is accompanied by a parent,
guardian, or properly designated
attendant and who is properly placed in
a device that meets the labeling
requirements of the FARs and that, in
turn, is properly secured in an approved
aircraft seat using the safety belt, has
been considered by FAA to comply with
its regulations requiring each person to
occupy an approved seat during takeoff
and landing.

There are currently many different
types of child restraint systems that are
certified as complying with FMVSS
213’s motor vehicle and aircraft
requirements, and thus permitted by
FAA for use on aircraft. In addition to
harnesses and shield boosters, these
systems included ‘‘infant seats,’’ which
position an infant so that the baby faces

toward the rear of the motor vehicle or
aircraft; ‘‘car beds,’’ which position the
child laterally across the vehicle or
aircraft seat; and ‘‘convertible’’ child
seats, which convert so that they can be
used rear-facing with infants and
forward-facing with toddlers. In
addition, there are restraint systems,
such as the ‘‘belly belt,’’ that are
certified for use in airplanes by foreign
countries. Belly belts restrain a small
child on the lap of an adult and consist
of a short loop of webbing with buckle
hardware on the ends. The belt is
buckled around the child’s abdomen
and is secured to the adult’s safety belt
by routing the adult’s safety belt through
a small loop of webbing sewn on the
belly belt. Belly belts are certified for
airplane use by the Civil Aviation
Authority of the United Kingdom.
However, belly belts cannot meet the
performance requirements of FMVSS
213 and therefore have not been
certified for use in the United States.

FAA Withdrawal of Approval
Elsewhere in today’s Federal Register,

FAA is proposing to withdraw approval
for the use of harnesses and booster
seats on aircraft. The FAA is also
emphasizing the existing prohibition in
all aircraft against the use of lap held
child restraints, including belly belts.
The action responds to recent research
by FAA’s Civil Aeromedical Institute
(CAMI). The practical effect of that
amendment would be to ban all use of
these restraints on aircraft.

The CAMI research is discussed in a
report entitled, ‘‘The Performance of
Child Restraint Devices in Transport
Airplane Passenger Seats,’’ a copy of
which has been placed in the NHTSA
rulemaking docket for this notice.
(Persons wishing to obtain a copy of the
report should contact FAA at the
address given in the ‘‘For Further
Information’’ section at the beginning of
this final rule document.) CAMI
dynamically tested six types of
restraining devices: Child harnesses,
booster seats, rear-facing infant seats,
convertible child restraint systems,
airplane seat lap belts, and belly belts.
The first four devices were evaluated for
their ability to fit and adjust to an
airplane passenger seat and lap belt. The
lap belt was evaluated for its ability to
secure test dummies representative of
children two and three years old. Fit
and adjustment was not considered an
issue for the installation of the belly
belt. All of the devices were evaluated
for their performance in aircraft seats
with and without ‘‘breakover’’ seat
backs (a breakover feature allows the
seat back to rotate forward easily when
impacted by an occupant from behind).


