
Afew years ago we needed some
work done on the altimeter in
our airplane. The avionics

shop that pulled the altimeter asked
when it was last certified. When I
suggested that they could find that
information in my airframe logbooks,
they told me that it was really my
responsibility to keep track of and
provide this information. 

It took at least two hours for me to
find the logbook entry for the certifi-
cation. I guess this is why they want-
ed me to do it instead of their tech-
nician. It is a time consuming,
administrative chore for which I
would have been invoiced, at techni-
cian’s rates. 

If your airplane logbooks are any-
thing like mine, the entries in them
are a mixture of written entries
(some of it looks like hieroglyphics),

sticky labels of various sizes, and
some stapled yellow tags. These days
most entries are printed, sticky
labels. They are not in the same for-
mat as the logbook pages and my log-
book has filled up quickly because
you can only fit one label per page.
Most labels are typed and some have
a combination of handwriting and
typing.

The FAA does not specify the form
your aircraft records should take
except to say what must be recorded
and who is responsible. For instance
FAR Part 91.417 says that the “regis-
tered owner or operator” shall keep
records of any “maintenance, pre-
ventive maintenance, and alteration;”
“100-hour, annual, progressive, and
other required or approved inspec-
tions” for the airframe, each engine,
propeller, rotor and appliance.
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My plane came with three main-
tenance logbooks, an Aircraft log,
an Engine log and a Propeller log.
This is meant to help you keep a
record of the airframe, each engine
and propeller separately as men-
tioned in the regulation. The idea
is to have a sequential record of
maintenance, alterations and inspec-
tions of these specific “products
and appliances.” In my case, the
three different logbooks have led
to some confusion, because things
can easily be recorded in the
wrong logbook. My partner had the
oil changed when it was due, but
he was on the road and I didn’t
know about it. A few weeks later I
took the plane on vacation and
while reviewing the Engine log
book noticed that an oil change
was about 15 hours overdue so I
had one done as well. We found the
first engine oil change entry in the
Airframe log book only after men-
tioning to my partner that I had to
do an oil change while on vacation. 

I don’t use my paper logbooks
anymore, except to have a paper
trail backup of all our aircraft
maintenance records. The logbook
records that I rely on are on the
Internet on AeroTrakr.com. Now
there is little chance that we, or
our mechanic for that matter,
would not know that some
required or periodic maintenance
was not done. It is just a matter of
looking it up on the Internet,
which can be done from almost
anywhere. Now it is much easier
for us to accept our responsibility

as owners and operators and ensure
that our airplane is always airwor-
thy. The FAA says as an owners or
operators, we are responsible for
maintaining the airplane in an air-
worthy condition. This includes
keeping adequate records to show
that it is airworthy and in compli-
ance with all Airworthiness
Directives. Either set of records,
paper or electronic, can be used to
comply with the regulations.

The FARs do not dictate their
format. They only specify what
these records should contain. Part
91.417 states that: 

“The records must include –

(i) A description (or reference to
data acceptable to the Adminis-
trator) of the work performed; and

(ii) The date of completion of
the work performed; and

(iii) The signature, and certificate

number of the person approving
the aircraft for return to service.”

It also states that the owner or
operator must keep a record of:

“(i) The total time in service of
the airframe, each engine, each
propeller, and each rotor.

(ii) The current status of life-
limited parts of each airframe,
engine, propeller, rotor, and appli-
ance.

(iii) The time since last overhaul
of all items installed on the aircraft
which are required to be overhauled
on a specified time basis.

(iv) The current inspection status
of the aircraft, including the time
since the last inspection required
by the inspection program under
which the aircraft and its appli-
ances are maintained.

(v) The current status of appli-
cable airworthiness directives
(AD) including, for each, the method
of compliance, the AD number,
and revision date. If the AD
involves recurring action, the time
and date when the next action is
required.

(vi) Copies of the forms pre-
scribed by Sec. 43.9(a) of this
chapter for each major alteration
to the airframe and currently
installed engines, rotors, pro-
pellers, and appliances.”

(The forms prescribed by Sec.
43.9 above are mainly for Air
Carriers operating under FAR Part
121 and 135.)
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Photocopies of all logbook entries on maintenance and plane information were
sent to AeroTrakr and were loaded onto the program. 

A click on the “History” button brings up a detailed history of all log entries
and is sorted by date, showing the most recent log entry first.



When an inspection is per-
formed, or some maintenance is
done, or an AD is complied with, it
gets entered into AeroTrakr as a
work order. We can even print the
paper logbook label directly from
the AeroTrakr work order. The
paper label can still be pasted into
the wrong logbook, but the elec-
tronic entry will not be in the
wrong logbook. 

In essence, each piece of equip-
ment on our plane has its own 
logbook. To see when the last oil
change was done using AeroTrakr,
all that is required is to click the
“History” button for the Engine.
The Engine is on the Equipment
list and a detailed history of all log
entries for any Equipment item
can be listed. This history is sorted
by date showing the most recent
log entry first. But if you are just
interested in oil changes you can
sort the history list by mainte-
nance type so that all oil changes
are together with the most recent
one at the top of the list. 

The really nice part of this is
that my mechanic or my partner
can be looking at the same infor-
mation, but I could be in Kansas
City and my mechanic might be in
his office at the airport and my
partner could be at home or in his
office. 

If you didn’t catch it earlier,
your mechanic is not responsible
for ensuring that all ADs for your
airplane are complied with. As the
owner or operator of your air-
plane, you are the one responsible.
After all you are the one they mail
the AD to when it is issued. You
can bet that if you are in an acci-
dent, the FAA will want to see if
you are in compliance with all ADs
for your plane and its equipment.
If your plane is not in compliance
with all applicable ADs, your plane
is not airworthy. 

I have spoken with the FAA and
they are very serious about this.
They will only go after your main-
tenance shop if their IA has specif-
ically stated that your plane is not
in compliance with an AD they
said that they did and returned the

airplane to service. My FAA con-
tacts tell me that in an audit or in
the case of an incident or accident,
they will ask the owner or operator
to supply this information first. 

I asked my contacts to look at
my records on AeroTrakr to see if
they are acceptable. They said that
they would be delighted to get this
information from the Internet and
a system like AeroTrakr, because it
is presented in a logical and usable
way. They said it was very accept-
able and that records like this
would indicate that the owner or
operator was on top of things. 

When I started using AeroTrakr
a couple of years ago, I provided
them with a digital picture of
N526JM along with some basic
stats about the airplane. I photo-
copied all the logbook entries for
my plane and sent it to them
because they said that they would
load up to two years of mainte-
nance history as part of their free
aircraft set-up. They loaded my
plane’s information and mainte-
nance history in about one week.
When I log in to AeroTrakr.com
the first thing I see is a picture of
my plane, its total time in service
and the current aircraft Hobbs
meter reading. 

The Hobbs time and total time-
in-service stay up-to-date because
we enter our flights in AeroTrakr’s
flight log. This keeps the built-in
maintenance and inspection “Due
Lists” always up to date. You don’t

have to enter all your flights to
keep this information current, but
we enter each flight so we can have
detailed records. They have a way
that you can put in as little or as
much detailed flight history as you
want and the time-in-service infor-
mation can be accurately tracked
for all the equipment on your
plane.

When I need to look up some-
thing related to the maintenance
of my plane I can do it from any
location that has Internet access. I
can get a detailed maintenance
history for practically any piece of
equipment that is on my plane.
For instance to determine when
my altimeter was last certified, I
start with the Equipment Inspection
list. Both altimeters are listed as
having an inspection due along
with when and how much time is
remaining until it is due. I can
then display a detailed mainte-
nance history of each altimeter. 

Instantly I can see that the last
time it was certified was almost
two years ago. In fact, I can
instantly see that the last certifica-
tion was done by Eastern Air
Center, on work order #970 and I
can read a detailed description of
what was done. 

This is not only comforting to
me, but even better, my mechanic
doesn’t have to spend a lot of time
combing through my logbooks to
find what needs to be inspected or
maintained when I bring my plane
in for service. My mechanic can
either print out a “Due List” or just
look up the Inspection, Mainten-
ance and Overhaul lists and sort
them by the remaining time left.
This can be done from his office
even before the plane arrives. 

AeroTrakr wasn’t my first com-
puter-based logbook. I had a PC-
based pilot’s flight logbook from
Destination Direct and later a
homegrown Access database for
my aircraft maintenance logbooks.
The problem was that as soon as I
updated something in the database
my partner’s copy was out of date.
Now that this information is on the
Internet it is up-to-date for all of us. 
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Electronic records on the
Internet are much more
accessible and manage-
able than paper records.
They really take a lot of

worry off of my mind
because even if I can’t

find my logbooks,
I can still determine

when things are due for
replacement or overhaul
and that all ADs for my
airplane are up-to-date.



Since AeroTrakr is over the
Internet, my mechanic can enter
work order information directly
into my plane’s records and I am
up-to-date as soon as he enters it.
My partner is always well informed
about the status of maintenance as
well. 

Since it is the owner or opera-
tor’s responsibility to ensure that
all ADs are complied with, I really
like AeroTrakr’s Notices section.
AeroTrakr pulls in the current ADs
from the FAA on a monthly basis
and then you or your mechanic
can add it to your plane if it is
applicable. When your mechanic
complies with an AD and this is
entered into an AeroTrakr work
order, the AD, SB or SL history is
updated. 

If you do the entry correctly you
can update when things are due
again for those recurring mainte-
nance or inspection items. So just

like when I looked up the status of
my altimeter I can look at any
“Notice” and see the compliance
history with just a mouse click. 

One thing that I really like is the
ability to access the AD document
directly from this Notice history
inquiry. There is a link created for
each AD that will display the AD
directly from the FAA’s document
database. I can also print out a
“Notices Due List” report which
looks ahead any number of days,
hours or cycles and lets me know
what recurring or new AD, SB or
SL must or should be complied
with by then. 

You are probably wondering how
much work it is to keep all of this
current. The answer is: it depends
on your pain threshold for detailed
data entry. If you can talk your
mechanic into entering his work
order directly into AeroTrakr then
you obviously don’t have much to

do but to monitor via the Internet
to see if the entries are correct.
Otherwise you can do the entries
yourself directly from the logbook
entries your mechanic makes, or
from the work orders or invoices
your mechanic gives you. The
third option is you can send them
to AeroTrakr via fax; email or snail
mail and they will do the data
entry for an additional fee. 

Remember that it is the owner’s
or operator’s responsibility to see
that their airplane is airworthy and
in compliance with all applicable
maintenance, inspection require-
ments and ADs. A maintenance
shop is responsible for performing
the maintenance or inspection
correctly and complying with the
AD. The owner or operator is
responsible to see that the mainte-
nance shop has performed all that
is required to keep their aircraft
airworthy. 

It is also the owner’s responsibil-
ity to see that the logbook entries
are made and are accessible.
Electronic records on the Internet
are much more accessible and
manageable than paper records.
They really take a lot of worry off
of my mind because even if I can’t
find my logbooks, I can still deter-
mine when things are due for
replacement or overhaul and that
all ADs for my airplane are up-to-
date. 

The FAA does not specifically
push you to use electronic records,
but they encourage it. All their
ADs are available on the Internet. I
am told by the FAA that all their
Air Carrier Operations Specifica-
tions and Industry Operating
Specifications are now only in
electronic form. And now I am
happy to say that my aircraft
maintenance records are all elec-
tronic and available on the Internet
as well.
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A detailed maintenance history for practically any piece of equipment that is
on your plane can be found on the Equipment Inspection list.

AeroTrakr’s Notices section pulls in the current ADs from the FAA on a monthly
basis and then you and your mechanic can add it to your plane if it is applicable.

T&T
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Rich Ames has been flying since 1972 when he got hooked taking a $5
demo ride from a grass strip in Marion, Iowa. Rich has a commercial
license, with instrument and multi engine ratings. He flies a 1994
Malibu Mirage. Rich is a manufacturing systems consultant and uses his
Mirage to visit clients’ factories all over the United States and Canada.


