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A Need for a Regulatory Re-think - 2024? 
At a recent meeting with educators who are trying hard to provide the skills for aviation maintenance 
personnel, many viewpoints were discussed including the ‘size of the industry’. The size of the 
industry is important as, outside the airline sectors, the number of apprentices to be trained are 
currently small when compared to other trades, because employers have been reluctant to take on 
apprentices. Both “Aviation” & “Maritime” Qualifications are based on international treaties that 
promulgate global personnel qualification standards.  We compare AMSA’s approach to personnel 
training courses and qualifications on page 4.   
Because of regulatory uncertainty; the small/medium operational sectors are not growing which 
results in maintenance businesses not taking on apprentices, including the airlines. There is currently 
a push to employ but there are still no NVET training pathways for all sectors of civil aviation 
maintenance – e.g. small piston powered aeroplanes and helicopters training pathways.  Some VET 
RTOs attempt to provide the skills employers need but it has been an issue since CASA introduced 
the Part 66 licences without the training course standards promulgated in EASR Part 147. Refer 
Annex A to this Newsletter. 
Basically, government has not given effect to the Convention Annexes SARPs that would benefit 
many civil aviation sectors. ICAO’s latest audit highlighted this issue. 
If Australia was more Convention compliant, there would be a regulatory system that would provide 
un-used ICAO operational pathways plus other pathways as identified by operators. The more 
regulatory operational pathways, the more possibility these operations may be for Australia thus 
benefitting the maintenance & design sectors.  
 
 
If cost-effective system(s) are available overseas that do not need individual regulatory approvals, 
then why is that system or systems not in the Australian civil aviation regulatory system?  
Convention Annexes, 
(operational and 
maintenance standards & 
recommended practices) commercial air transport pathways: scheduled/unscheduled, charter operators 
as well on-demand operators (e.g. FAA Air Taxi). AAM/UAMs air taxis are all but ready to operate 
here.  
Our civil aviation regulatory 
system should provide, as a 
minimum, the pathways of the 
ICAO Classification of 
Operations operators noting these classifications are a minimum. (note ‘Other’) e.g. fire-fighting 
and other emergency work.  

ICAO Commercial Air Transport 

Scheduled Unscheduled Charter Other Non-
Scheduled 

On-Demand 
Air Taxi Commercial Business Aviation Other 

ICAO General Aviation  
Non-commercial 
business aviation Instructional Flying Aerialwork 

Agriculture Construction Photography 
Pleasure Flying Other Surveying Observation/Patrol Search/Rescue 

Aerial Advertising Other Aerialwork 

Are we safety regulating or economic regulating civil aviation? 
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Annex 6 SARPs. Do you need operational approvals by CASA if ICAO Standards are promulgated 
that do not support regulatory approval?  E.g. aerial advertising, search & rescue, instructional flying, 
non-commercial business aviation? What safety value do regulator-approvals add? 
More systems, like the FAA’s Part 61 pilot training schools and the Part 43 non-approved 
maintenance organisations, (DCA had approved versions of these previously in Australia), that must 
employ FAA (CASA) licenced personnel (Flight Instructor or A&P mechanic) to operate & the 
organisations must also meet FAA promulgated “standards”.  Cost-effective Systems.  

ICAO Classification of Activities - Engineering 
As well as the ICAO Classifications of Operations, ICAO also 
produces a Classification of Activities that include manufacturing, 
training, maintenance/overhaul and devolved regulatory 
functions. 
Which aviation market would our designers/manufacturers want 
to participate in? 

• The North America civil aviation market has priority. 
• The Asia/Pacific market comes second with Europe the last major market. 
• This also applies to the maintenance market servicing foreign aircraft and aircraft components. 
• The domestic market is not big enough to support Australia’s aviation engineering capabilities.  

Markets in ASEAN nations are available if the Australian civil aviation system was accepted by, and a 
technical agreement existed between ASEAN regulators and CASA. 
 

Issues Confronting the Future 
What was/is the policy problem that Government, the Department and CASA is trying to solve by 
its proposals to its current regulatory system?  
The Issues: 

• We have a shortage of pilots, maintenance personnel, operators and manufacturers.  
• We have no reciprocal agreements with other NAAs supporting our businesses. 
• Parliamentary findings late 1980s recommended a single regulatory system that removed 

exemptions and instruments, etc. 3 tier, Act, Regulations & Advisories. 
• Small flight training and maintenance organisations regulated out of the Regulations. 
• Morris Report (1995) created CASA with similar recommendations. 
• The ASSR Report has similar recommendations. 
• One size fits all and incomplete regulations simply have not worked. 

ICAO Standards 
Annex 6 Parts I, II & III state which level of operations needs to be supported by approved 
maintenance organisations and which do not need approved maintenance organisations. Compared 
to the Annexes, Australia’s regulatory system is restrictive that provides economic benefits to certain 
participants whilst regulatory denying others. EASA has different levels of AMOs, not CASRs. 
If you refer to the Annexes, many of these could be operating without CASA approving the operation 
by setting ‘regulatory standards’ that must be met to perform that operation. E.g. “Before performing 
Aerial Photography, the operator must ensure etc, etc.”  No approval required.  
Are current governments committed to grow aviation like they were in the 1960-90s? 
AMROBA Recommendation 
Resurrect “directly supervised” aircraft maintenance organisations and the independent flight 
training organisations, both having no “approved” manuals but must comply with CASA 
promulgated minimum safety standards.  
Back to the Front Page  
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Amplification 
Though CASA has stated it supports Performance-Based Regulations (Standards), PBR will not by 
themselves spur innovation and progress toward new safety features. PBR will not necessarily 
provide the incentive to go beyond the standard set by CASA. Therefore, the advantage of PBR 
regarding fostering innovation related to safety and other product features is that the flexibility 
afforded by PBR will not impede the adoption of the innovations.  

Why are Industry Sectors so ‘Small’? 
In general, civil aviation is seen as a job creating industry around the world. The reality is that civil 
aviation in any nation is a result of the legislative/regulatory system controlling civil aviation applied 
by government, its departments and agencies. Countries where civil aviation is booming are those 
that have a legislative/regulatory system that promotes safe civil aviation. 
Australia had such a system until the promulgation of the Civil Aviation Act that created the Civil 
Aviation Authority.  Ever since that period, small civil aviation businesses have been legislated out 
of business by applying larger business standards instead of maintaining those sectors that were the 
main entry pathways for personnel that avoided the shortages of pilots and maintenance engineers. 

Could Sectors be Added to Grow Civil Aviation? 
For those of us that worked in the industry 
before 1988, witnessed a very active general 
aviation. ICAOs Classification of Operations 
clearly identifies “On Demand” sectors that are 
ignored by Government. Sectors like the “Air 
Taxi” system would be a great benefit within the 
regions of Australia as well as between the 
regional cities and the regions. New technology pilotless mobility aircraft will also fit into this sector. 
Adopt the FAR On-Demand “Air Taxi” system for manned and unmanned taxi services. 
Pilot training has become too costly because FAA Part 61 training schools have not been adopted 
even though the FAA FAR Part 61 was adapted. The 
current regulatory system does not apply small 
business rules like they are applied in the FARs for 
flight training and aircraft maintenance. No wonder 
costs are up. 
Why do governments, their departments and agencies apply approval processes to small 
businesses that the ICAO Standards and the FAR system do not? 
Shortage of personnel is because small business has basically been regulated out of the civil aviation 
system – they were the biggest employers of personnel. 

Flying Clubs – Backbone of GA needs support 
Wikipedia excerpt: A flying club or aero club is a not-for-profit, member-run organisation that provides its 
members with affordable access to aircraft. 
Many clubs also provide flight training, flight planning facilities, pilot supplies and associated services, as 
well as organising social functions, fly-ins and fly-outs to other airports and so forth. While flying clubs are 
home to those who pursue flying as a hobby, many commercial pilots also get their start at flying clubs. Most 
flying clubs own and rent small general aviation aircraft but some add services to members and visitors. 
Some clubs also exist to provide access to more specialised aircraft, such as vintage planes, aerobatic planes, 
helicopters and gliders. 
In Canada, for instance, the clubs can be fairly large non-profit operations, some dating back to the 1920s and 
operating at large airports as well as small. Canadian flying clubs often serve as fixed-base operators at their 
airports as well as flight schools and aircraft renters.  
Back to the Front Page    
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Shortage of Maintenance Personnel – Government Action Required 
Shortages intensified when, in 2006, CASA partially introduced the EASA aircraft maintenance 
engineer licencing regulations, EASA Parts 66/147. This partial adoption of a foreign system is 
not compatible with the NVET Aircraft Maintenance Engineer avionics, mechanical and 
structures trade-based training system. Knowledge versus Competency.  
CASA states that they adopted the knowledge standards only and have not, after 18 years, worked 
with other government departments/agencies to attain CBT NVET training courses to support 
each of their Part 66 licences. 
Without appropriate NVET training courses accepted by CASA to support their licences, which 
is very, very obvious to employers, that training outcomes results is a shortage of maintenance 
personnel that we are now experiencing. 
The method applied by government when adopting the EASA licencing system was not the most 
cost-effective process as it has added costs and red tape to attain a CASR Part 66 licence.  
The Australian Skills Qualification Authority (ASQA) should have been made responsible to 
adopt and implement the EASR Part 66/147 regulations applicable to the training needed to 
support these Part 66 licences.  
CASA should approve training courses like AMSA does for the Maritime sector. 
AMSA Approved Courses for the Maritime Sector based on International Standards. 
Like the maritime sector managed by AMSA, aviation maintenance personnel also must meet 
global training standards to qualify for licencing. the government must ensure these global 
training standards are applied. Why won’t CASA when EASA, FAA etc. do? 
Compare this to the Maritime Industry managed by AMSA who require and approve the 
following courses with global qualifications. 
AMSA approved maritime courses (global qualification standards) 

• Master - STCW Reg 2 
• Master less than 500 GT—STCW Reg II/2 and II/1 
• Chief mate - STCW Reg 11/2 
• Mate less than 500 GT—STCW Reg II/2 and II/1 
• Watchkeeper deck—STCW Reg II/1 
• Watchkeeper deck less than 500 GT—STCW Reg II/1 
• Engineer class 1—STCW Reg III/2 
• Engineer class 2—STCW Reg III/2 

• Engineer watchkeeper—STCW Reg III/1 
• Engineer cadet—STCW Reg III/1 
• Chief integrated rating course—STCW Reg II/5 and III/5 
• Navigational watch rating—STCW Reg II/4 
• Able seafarer deck—STCW Reg II/5 
• Integrated rating—STCW Reg II/4 and III/4 
• Engine room watch rating—STCW Reg III/4 
• Able seafarer engine—STCW Reg III/5  

Either CASA or DEWR/ASQA should be Responsible for Approving AME Training Courses? 
ICAO aircraft maintenance personnel training courses regulatory standards are promulgated by 
EASA in EASR Part 147 and have been copied at Annex A to this document. If a whole of 
government regulatory change process had been used, these EU regulatory course standards 
would have been adopted and ASQA would have been responsible for developing the appropriate 
NVET CBT training courses. 
CASR Part 66 MoS adds confusion to the system by specifying the subjects applicable to each 
licence pathway in Appendix 1 and then listing in Appendix VIII Units of competency required 
for removal of an exclusion from a category or subcategory of the Part 66 licence.  
The Manufacturing Industry Skills Alliance (MISA) is in the process of getting government 
approval/funding to develop and provide VET courses to support the CASA AME licences. 18 
years after CASR Part 66 has been introduced, MISA is developing these training courses.  
AMROBA is a Board member of MISA and support these changes over the last couple of years.  
CASA, unlike AMSA, does not approve or endorse aircraft maintenance engineer training 
courses. Why, we don’t know, other NAAs do. 
Back to the Front Page    

http://amroba.org.au/join-amroba-now/
https://www.amsa.gov.au/qualifications-training


Date Published 
30/10/2024 NEWSLETTER Volume 21 Issue 10 

October — 2024 

 

Page 5 of 6 JOIN AMROBA: http://amroba.org.au/join-amroba-now/ 

The EASA System Exempts State RTOs from Aviation Regulator Approval. 
EASR 147.B.25 Exemptions (Exempts State RTOs from Regulator Approval) 
(a) The competent authority may exempt a State education department school from:  

1. being an organisation as specified in point 147.A.10.  
2. having an accountable manager, subject to the limitation that the department appoint a senior 
person to manage the training organisation and such person has a budget sufficient to operate 
the organisation to the standard of this Annex (Part-147). 

In other words, no CASA approval of NVET RTOs is required if the intent of this regulation had been 
adopted by government and DEWR/ASQA had been made responsible to provide the courss. 

Eighteen (18) years post the partial introduction of the EASR Part 66/147 licence without a 
equivalent training system, we still do not have similar training courses that are available in 
Europe to support the EASA Part 66 licencing system. 
If all of the EASRs Part 66/147 regulations had been adopted, the course standards would 
have been promulgated and training courses would have been available within 12 months. 
 
 
 
 
 
 
 
EASA Training Course Regulatory Details 
Annex A to this paper lists EASR Part 147 training course regulations not adopted, the regulations 
that would have set the standards for ASQA to be responsible for delivering the appropriate 
training through the NVET system.   

Air Taxi System (FAA System) 
In addition to the FAA Part 135 On-Demand operators (Air Taxi) the FAA is finalising the Advanced Air 
Mobility Air Taxi system. Sadly, Australia never adopted the FAR Part 135 On-Demand Operations, a 
system designed for travel within Australia’s regions and from regions to our cities. This is being expanded 
in the USA today to include the AAMAT system.  
“FAA: What is this new aviation era? 
Advanced Air Mobility (AAM) is an umbrella term for aircraft that are likely highly automated and electric. These 
aircraft are often referred to as air taxis or electric Vertical Takeoff and Landing (eVTOL) aircraft. 
AAM has the potential to achieve the Biden-Harris Administration's vision of transportation that is more 
efficient, more sustainable, and more equitable, while creating thousands of great jobs. 
AAM aircraft could also be used to transport cargo and passengers, help with firefighting, and provide 
search and rescue operations. It also has the potential to connect underserved and rural communities. 
What is the FAA’s role? 
These aviation dreams will only happen if people are confident, it is safe, just like flying in the United 
States today. That's the FAA's job: Making sure this new generation of air taxis maintains the high level 
of safety that defines modern aviation. Many AAM companies are the designer, manufacturer, and 
operator, requiring them to obtain several certifications. 
The most notable EASA change is an increase of the maximum certified takeoff 
mass (MCTOM) from 7,000 pounds to about 12,500 pounds (5670Kg), one of 
many examples of the regulator adjusting standards or wording to better align 
with the FAA AC.  Archer Aviation (pictured), like Joby Aviation, has a FAA 
certificated AAM aircraft entering operation.” 
These new technology aircraft are well advanced within Australia which is a worry as we have had issues 
with maintenance personnel training for the last 18 years and still not corrected.  Will these be addressed? 
Back to the Front Page   

The Convention Annex 1, Chapter IV, standards and recommended practices provide for a self-
study or formal training pathway to be issued with a licence. The formal ICAO pathway details 
are contained in ICAO manuals: 
Training Manual (Doc 7192), Part D-1, contains guidance material on a training course for applicants for an aircraft maintenance 

engineer licence. This includes both theoretical and practical training hours. 
Training Manal (Doc 10098)  Manual on Competency-based Training and Assessment for Aircraft Maintenance Personnel 
Training (Doc 9868) Part III    Training and Assessment for Aircraft Maintenance Engineers 
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Annex A – European Part 147 Regulations Not Adopted 
(Training Courses Details) 

“147.A.120 Maintenance training material 
(a) Maintenance training course material shall be provided to the student and cover as applicable:  

1. the basic knowledge syllabus specified in Annex III (Part-66) for the relevant aircraft maintenance licence category 
or subcategory and,  

2. the type course content required by Annex III (Part-66) for the relevant aircraft type and aircraft maintenance 
licence category or subcategory.  

(b) Students shall have access to examples of maintenance documentation and technical information of the library as 
specified in point 147.A.100(i).” 

(Basic Training Course) 
“AMC 147.A.200(f) The approved basic training course 
1. In order to follow pedagogical and human factors principles, the maximum number of training hours per day for the 
theoretical training should not be more than 6 hours. A training hour means 60 minutes of tuition excluding any breaks, 
examination, revision, preparation and aircraft visit. In exceptional cases, the competent authority may allow deviation 
from this standard when it is properly justified that the proposed number of hours follows pedagogical and human factors 
principles. These principles are especially important in those cases where:  

− Theoretical and practical training are performed at the same time;  
− Training and normal maintenance duty/apprenticeship are performed at the same time.  

2.  The minimum participation time for the trainee to meet the objectives of the course should not be less than 90% of the 
tuition hours. Additional training may be provided by the training organisation in order to meet the minimum 
participation time. If the minimum participation defined for the course is not met, a certificate of recognition should 
not be issued.” 

(Basic Course Conversions) 
“AMC 147.A.200(g) The approved basic training course 
Typical conversion durations are given below:  
(a) The approved basic training course to qualify for conversion from holding a Part-66 aircraft maintenance licence in 

subcategory A1 to subcategory B1.1 or B2 should not be less than 1600 hours and for conversion from holding a 
Part-66 aircraft maintenance licence in subcategory A1 to subcategory B1.1 combined with B2 should not be less 
than 2200 hours. The course should include between 60% and 70% knowledge training.  

(b) The approved basic training course to qualify for conversion from holding a Part-66 aircraft maintenance licence in 
subcategory B1.1 to B2 or category B2 to B1.1 should not be less than 600 hours, and should include between 80% 
and 85% knowledge training.  

(c) The approved basic training course to qualify for conversion from holding a Part-66 aircraft maintenance licence in 
subcategory B1.2 to subcategory B1.1 should not be less than 400 hours, and should include between 50% and 
60% knowledge training.  

(d) The approved basic training course to qualify for conversion from holding a Part-66 aircraft maintenance licence in 
one subcategory A to another subcategory A should not be less than 70 hours, and should include between 30% and 
40% knowledge training.  

(e) The approved basic training course to qualify for conversion from holding a Part-66 aircraft maintenance licence in 
any subcategory A to category B2L (with any system rating) should not be less than 800 hours and should include 
between 60 and 70 % of knowledge training.” 

APPENDIX TO ANNEX IV (PART-147) 
“Appendix I — Basic training course duration 

The minimum duration of a complete basic training course shall be as follows: 
Basic Course Duration (in hours) Theoretical Training Ratio (in%) 

A1 800 30–35% 
A2 650 30–35% 
A3 800 30–35% 
A4 800 30–35% 

B1.1 2,400 50–60% 
B1.2 2,000 50–60% 
B1.3 2,400 50–60% 
B1.4 2,400 50–60% 
B2 2,400 50–60% 

 
The Blue highlight trade training courses underpinning each AME licence, the duration & ratio of theoretical/practical 

training.  
The Green highlight is trade training courses underpinning a CASA “line maintenance approval”. 
These courses have not been provided or approved by CASA. CASA only promulgates the knowledge elements. 
Australia’s regulations, based on the EASA regulations, haven’t been amended to include changes that EASA 
made to their regulations to make it workable for general aviation.”       
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