
AMROBA XMAS WISH LIST 2024 
 

Waiting For:  
1 2 3 8 7 6 5 4 

All AMROBA WANTS FOR XMAS IS: 

We have given up on our expectations for 2023 and now look to Xmas 2024 
How many years will go by before these issues are corrected. 

1. Shortage of aircraft maintenance engineers:– Current lack of appropriate vocational 
education training courses. Provision of national vocational education trade training 
courses to support (11A) turbine aeroplane, (11B) piston aeroplane, (12) helicopter 
mechanical and (13) avionics trade streams as stated in EASR Part 66 modules 11A, 
11B, 12 & 13.  
Refer page  2 

2. Amend current Part 66/147 regulatory requirements to align with Australia’s 
competency-based training system whilst fully adopting the EASR Part 66/147 
provisions to provide proper aircraft maintenance engineer trade plus licencing 
training standards aligned with world’s best practice. 
Refer page 3 

3. Clarify the difference between trade and licence qualifications. CASA recognition of 
Vocational Education Training courses and qualification. Which VET qualifications 
must be held to do an Aircraft Maintenance Engineer diploma licencing course. 
Provision of trade + diploma training courses – part time or full time. 
Refer page: 4 

4. Regulatory Tiering. Reform must remove the “one size fits all’ approach and adopt 
policy approaches favouring small businesses in the application of regulations (known 
as ‘regulatory tiering’). Tiering forms part of the Commonwealth Government’s 
response to the Small Business Deregulation Task Force Report.). 
Refer page: 5 

5. Urgently realign CASR Part 21 with FAR Part 21 as CASA proposed, back in 2009, so 
government departments & agencies can negotiate bilateral, multilateral agreements 
with other nations to recognise the government’s “Authorised Release Certificate, 
CASA issued design organisation certificates, manufacturing organisation certificates, 
and maintenance organisation certificates” so Australia’s civil aviation engineering 
can at last trade globally. 
Refer page: 6 

6. Devolve responsibilities to industry participants: In adopting/aligning with FAR Part 
21, devolve regulatory responsibilities to industry delegated organisations and 
individuals to the same depth as the FAA has done.  
Refer page: 7 

7. Standardisation of CASA Regulatory Services to prevent individual re-assessment and 
different opinions of past CASA approvals. Only assess amended pages when changes 
are submitted – same as other NAAs.  
Refer page 8 

8. Summary, the engineering fields of design, manufacture, maintenance and training are 
restricted in growth because there is no priority to support the private air transport 
system. DCA was the last government department that prioritised private aviation. Why 
hasn’t the FAA approach been adopted to support the non-passenger civil aviation 
sectors. It is a proven safe aviation system. 
Refer page: 9 
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1. Shortage of Aircraft Maintenance Engineers 
For over thirty years individual sectors/businesses of aviation have captured CASA to make changes 
to suit their particular sector/business without ever fixing the core issues relating to basic aircraft 
maintenance personnel training under the national vocational education training (NVET) system. 
 
 
 
 
 
 
The core issue is that there are no appropriate basic vocational education training courses to support 
the aircraft maintenance engineer trades, used outside the airline aeroplane pathways, that needs 
additional two mechanical trade streams: 
a) Aeroplanes that fly above FL 120 are mainly pressurised; usually turbine powered. 

I. EASA has specified 2400 class room training hours for trade and licence outcomes. 
i. NVET course available 

b) Aeroplanes that fly below FL120 do not need pressurisation; usually piston powered. 
I. EASA has specified 2000 class room hours – 400 less than item a). 

i. No NVET course available 
c) All helicopters, piston and turbine powered. 

I. EASA has specified 2400 classroom hours.  
i. No NVET course available 

d) Avionics system for all aircraft 
I. EASA has specified 2400 classroom training hours;  

i. NVET course available for complex aircraft systems 
II. EASA has modularised the avionics course to provide basic trade plus electives subjects 

suitable for paragraphs b) and c) aircraft avionic system maintenance. 
i. No NVET basic avionics course plus electives to add additional avionic systems.  

Items b) & c) VET trade courses are not available and haven’t been for years. 
Item d) trade course needs to be modularised similar to EASA Part 66 avionics modularisation. 

• AMROBA acknowledges the attempts by individual Recognised Training Organisations 
(RTOs) to provide such courses restricted by the current dated funding system available. 

• AMROBA acknowledges recent responsibilities changes proposed/implemented within 
government education/trade training departments/agencies and their awareness of the issues. 

Shortage of Aircraft Maintenance Engineers – Licencing  
Licencing of qualified tradesperson is common in many trade-based careers in Australia and the system 
is pretty straight forward. i.e. Obtain trade certificate, obtain specified experience and pass a licencing 
exam, usually following licencing training. 
ICAO AME licencing standards supports the same basic approach used in Australia’s NVET system. 
CASA has specified that training in CASR Part 66 module 10, adopted from the EASR system, is the 
avenue to obtain a licence qualification. 
Like the NVET trade training system, a specific licence NVET training course is not separately 
available to AME tradespersons to obtain so CASA could issue an applicable licence. 
Because the NVET system has not been able to be fixed for 30 years, due to lack of commitment from 
government departments, agencies, committees and unions, the applicable NVET courses have not 
eventuated. 
The shortage can be addressed by importing foreign experienced LAMEs, pass a CASA Air Law and 
Human Factor examinations on-line. They already have the technical knowledge, skills and experience.  
CASA should adopt and harmonise with CAA(NZ) re foreign LAMEs converting to CASA licences.

 The lack of helicopter and piston powered aircraft maintenance engineer (AME) trade training in 
the VET/NVET system has existed for over 30 years without previous government support to 
implement and create these trade pathways needed to address shortages.  

 The differences between airline AME trade training and the helicopter/non airline AME trade 
training are considerable but agreement has not been proposed/achieved with the applicable 
unions to implement these significantly required AME training pathways. 
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2. Amend Current Part 66/147 
So that appropriate NVET trade training courses can be developed to meet industry needs, adopting all 
the amendments that EASA has made to EASR Parts 66/147 need to promulgated as soon as possible 
so the EASA licence system adopted will also work in the non-airline sectors. 
It is not unusual to see EASA stating they are amending Part 66 to address “some shortcomings that 
have been identified in the EASA maintenance licensing system, which impact on the effectiveness and 
efficiency of the current Part-66 requirements.” 
Full adoption of EASR Part 66/147 relating to training and licencing standards will provide the 
regulatory support for the NVET system to provide the appropriate trade training courses to underpin 
the avionic and mechanical licences promulgated in CASR Part 66. 
NB: The FAA system considers a career path that progresses from an “entry-level” light general 

aviation aircraft to medium GA aircraft to either heavy business aircraft or commercial (airline) 
employment. The European approach views all technicians the same regardless of the 
complexity of the aircraft systems. There are no “entry-level” jobs in the European system. 

Ever since the partial introduction of EASR Parts 66/147 system, the bigger the gap is between 
apprentice training resulting in tradespersons with employable knowledge/practical skills and what 
employers need. Partially adopting a new EU AME licencing system has further impacted on the 
shortage of AMEs and LAMEs. 

Full & Immediate Adoption of EASR Part 66/147 Benefits 
ICAO, FAA, EASA, TCA, CAA(NZ), CASS, SACAA, ANAC, etc all promulgate a LAME’s trade 
course duration. Why won’t CASA? 
1. EASR Part 147 Appendix 1 prescribes course durations for each of CASR Part 66 licences. 

• Critical standards missing from CASR requirements so courses, aligned with EASA 
standards, can be developed under Australia’s VET system to meet regulatory standards. 

• All NVET approved courses must have course durations assigned iaw education regulatory 
standards.  

Action: CASA adopt latest amendment of EASR Part 66/147. Well overdue. CASA No Action 

EASA has made many changes to EASR Part 66/147 since CASA partially adopted because they were 
not workable outside the airline industry. i.e. general aviation and helicopter sectors.  
2. EASR Parts 66/147 have made many changes including amending the prescribed Training 

Modules to align with the training requirements of general aviation and helicopter sectors. In 
particular Module 11 has been split into Module 11A, turbine powered aeroplanes and 11B piston 
powered aeroplanes.  In addition, Module 13, avionics has been amended so a Basic Avionics 
licence can be issued that can have additional avionic systems added to become a full B2 licence. 

3. EASA has also added “group” ratings to the B1.2 licence and modularised the B2 licence 
These EASA changes have been needed in Australia to address the current shortages of LAMEs. 

Action: CASA adopt the latest version of EASR Parts 66/147 with “group” ratings.  
EASR Part 147 “B” regulations were never adopted by CASA. The EU is a collection of independent 
countries that have agreed to adopt EU rules. EASR Part 147.B.25 Exemption states a NAA (CASA) 
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 Part 147. 

Action: This Exemption should be permanently regulatory implemented and apply to the Department 
of Employment & Workplace Relations, Australian Skills Qualification Authority and Trade 
Recognition Authority that have this responsibility within Australia. 
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3. Clarify the difference between trade and licence qualifications 
The Australian Qualification Framework (AQF) also ensures that your qualifications are recognised 
worldwide by making it easier for other countries to understand what level of education each Australian 
qualification represents. The AQF represents world class education in a modern and technologically 
advanced society, and because of this, students who study in Australia but choose to pursue careers 
elsewhere should find it easy to find work following graduation. 
Trade Recognition Authority will determine whether a foreign qualification is comparable to the 
relevant AQF qualification and level for your nominated occupation. 
If we don’t have AQF qualifications that fully align with the EASR Parts 66/147 model, then all those 
nations that have adopted the EASA Parts 66/147 model, their qualifications exceed Australia’s current 
AQF qualifications for the general aviation aeroplane and the helicopter skilled aircraft maintenance 
engineer.. 
No wonder Australia has a critical shortage of aircraft maintenance personnel when there is not the 
career pathways clearly identified in the AQF system as it is in the European system that is supposed 
to be the trade/licencing model that CASA adopted.  
This adopted system should be easily transitioned into the AQF system with prerequisite to advance 
through the AQF level to the diploma and even the advanced diploma level. 
There is a need for a vocational pathway to be mapped out in the AQF system to provide a career 
pathway. Basically, based on the AQF, something like: 

Entry Level:  Level 1/2 post year 10 of secondary school  
Basic level:  Level 3 industry practical skill and basic knowledge 
Trade level:  Level 4 specialised trade skills and knowledge 
Licence level:  Level 5 basic licence knowledge supervise and certification 
Management Level: Level 6 large business licencing knowledge and skills. 

Without a career pathway, the shortage of maintenance personnel trade and licence personnel will 
continue – these changes are needed to attract and retain personnel. 

Clarifying Trade Levels in the AQF system 
Australia’s current trade civil aviation trade training is not compatible with world minimum training 
standards, nor do underpin the licences CASA implement more than a decade ago. 
A number of sequential changes have to be taken by government to remove the restrictions to skilled 
employment in the civil aviation maintenance industry. 
1. Full adoption of EASR Parts 66/147 into the Civil Aviation Regulations/MoS. 

a. This will provide the regulatory standards for DEWR/ASQA to provide appropriate trade and 
licencing training courses 

2. NVET system provide training to meet trade levels specified in aviation standards. 
a. Based on updated aviation standards, appropriate trade training course will be developed for 

each of the 3 basic mechanical aircraft trade streams. 
b. Adoption of European standards will also enable the NVET to modularise both avionics and 

mechanical trade streams. 
3. The timeframe for these changes to be implemented is dependent on: 

a. CASA amending CASR Parts 66/147 and associated MoSs to include the latest versions of 
EASR Parts 66/147. 

b. DEWR/ASQA/Manufacturing Industries Skills Alliance (MISA) timeframe to restructure the 
training packages to align with aviation standards and obtain union support; 

c.  Making such changes to meet aviation regulatory and employer needs to address the shortage 
will require union support and employer/union agreement. 
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4. Regulatory Tiering. 
Since the creation of CASA in 1988, industry and government have been changing regulations and 
requirements on industry continually impacting the size of businesses remaining in the industry. 
Varying regulatory requirements according to the business and industry sector size (tiering) is 
relatively infrequent in Australia. However, tiering forms part of the Commonwealth Government’s 
response to the Small Business Deregulation Task Force report. 
Regulatory tiering: The differential application of regulatory requirements according to business size. 
Tiering may be applied to any aspects of a regulation: the substantive requirements, the monitoring 
efforts, the record keeping requirements and so on.  
If a regulation imposes fixed costs, then a larger business will experience a lower proportional cost as 
it is able to spread the fixed cost across a larger number of customers/clients. 
A more fruitful justification for imposing lighter regulatory requirements on small businesses may be 
that, in some cases, this might result in possible safety and efficiency improvements.  
The approach pre 1988 applied the concepts of regulatory tiering by imposing minimum standards to 
each sector and even using exemptions to assist small businesses to comply. 
Compliance with regulations applicable to the sector and government promulgated processes for small 
businesses that were progressively replaced with regulations and more expansive business processes 
for medium to large businesses. 
Current Approach: In the absence of tiering, compliance cost disadvantages to small businesses 
(relative to larger businesses) might contribute to the domination of an industry by large firms (who 
undermine competitive processes and extract monopoly costs from consumers).  
The critical aspect is whether any change in a regulation to take account of business/sector size 
differences can produce net gains (increase net social benefits/more participants). 
The major criterion for tiering is that, given the higher regulatory compliance unit costs borne by small 
business, competitive advantage is sufficiently tilted against smaller players that larger enterprises are 
able to exercise market power. 
Recommended Approach. In addition to the broad–based approaches aimed at easing compliance, 
cutting red tape and generally reducing the regulatory burden for all businesses, the tiered approach 
should provide policy approaches favouring small businesses in the application of regulations and 
initiatives that attempt to reduce compliance and other regulatory costs by changing the way 
regulations are delivered (known as ‘flexible delivery’). 
To reduce the compliance costs to small businesses, then a chief 
engineer directing supervised small businesses is in accordance with 
CASA documented standards, no business procedures manual.  This 
system was applied by CAA/CASA predecessors. General aviation 
flourished utilising regulatory tiering for small businesses. 
Regulatory tiering also enables aero clubs, private owners/operators to 
employ qualified licenced individuals to maintain their own aircraft. 
These are not commercial small businesses maintaining customers aircraft. 
Regulatory tiering enables the flexibilities to be applied to reduce regulatory burden for small 
businesses – it is well known, when small businesses flourish in aviation, medium and larger businesses 
also flourish and there is no shortage of pilots and maintenance personnel. 
Tiering properly implemented, safety is enhanced as small businesses documentation is reduced, record 
keeping is reduced as more responsibility is placed on individuals within a small business. 
The FAA has applied a tiered regulatory approach to small businesses they don’t approve but require 
the business to employ a FAA certificated person (maintainer or pilot), depending whether an AMO 
or Flight Training Organisation, without any lowering of safety. 
Regulations prioritising small business will enable the whole industry to grow. 
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5. Urgently realign CASR Part 21 with FAR Part 21 
In August 2017, AMROBA reported in its newsletter, after meeting with CASA CEO Carmody, that 
they would urgently re-align Part 21 with FAR Part 21. Result – No Action  
1. Amend CASR Part 21 Subpart J to fully adopt the EASA regulation, AMC & GM utilising the 

clarity of the FAA system of devolvement of regulatory functions to approved design organisation.  
2. Amend applicable provisions of CASR Part 21 to align with FAR changes made in 2009. FAA cost 

benefits $250 saving for every $1.00 spent implementing these changes. 
The question is: Why doesn’t it happen?  CASA – No Action 
The FAA stated in 2009: “The amendments will update and standardize those requirements for 
production approval holders (PAHs), revise export airworthiness approval requirements to facilitate 
global manufacturing, move all part marking requirements from part 21 to part 45, and amend the 
identification requirements for products and articles. The intent of these changes is to continue to 
promote safety by ensuring that aircraft, and products and articles designed specifically for use in 
aircraft, wherever manufactured, meet appropriate minimum standards for design and construction. 
As a result of this action, the FAA’s regulations now better reflect the current global aircraft and 
aircraft products and articles manufacturing environment.  
In keeping with U.S. obligations under the Convention on International Civil Aviation, it is FAA 
policy to comply with International Civil Aviation Organization (ICAO) Standards and 
Recommended Practices to the maximum extent practicable. The FAA has reviewed the 
corresponding ICAO Standards and Recommended Practices and has enhanced two ICAO definitions 
in these regulations. 
 Consequently, we estimate this rule to be highly cost-beneficial with undiscounted 10-year net 
benefits of about $134 million and present value net benefits of about $93.8 million.” 
2017 to 2023 is 6 years without any productive action by CASA to amend Part 21. 
2009 to 2023 is 24 years behind world’s best practice.   CASA – N0 Action 

Issues 
1. Is there an unconscious bias within CASA against harmonising with the FAA system? 
2. Is there an unconscious bias within CASA against maintaining currency with adopted regulations? 

• CASR Part 21 and FAR Part 21 
• CASR Parts 66/147 and EASR Parts 66/147 

CASR Part 21 is a very dated regulation and totally out of sync with every other Part 21. 
Why is Australia forced to use regulations that are so dated and not harmonised globally? 
No wonder the engineering and manufacturing industries struggle for global recognition. 
The major changes included in the FAR 2009 amendment was to apply manufacturing “quality” system 
to all aircraft and parts manufacturers.  

• Remember, quality system was applied in Australia until the creation of CASR Part 21.  
• The “quality” system in CAOs is what the 2009 FAR changes adopted and is supported by 

aircraft and aircraft parts manufacturers.  
• Another change eliminated the unique FAR definitions of Class 1, 2 & 3 products from the 

certification of products to harmonise with ICAO and other major manufacturing NAA 
regulatory systems.  CASR Part 21 still includes these outmoded terms. 

• The FAA made these changes to assist their manufacturers to participate in the global aviation 
industry 

Recommendation: Urgently realign CASR Part 21 with FAR Part 21 as stated above; and 
    Upskill CASA engineers – attend FAA training school Part 21 courses. 
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6. Devolve responsibilities to industry participants 
DCA started authorising qualified engineering personnel in industry simply because they were aware 
that these qualified engineers were located closer to industry and their industry design expertise were 
more current than government engineering employees.  
CASA simply does not have the resources to do all the certification activities necessary to keep up with 
an expanding aviation industry. Using authorised persons and organisations for routine certification 
tasks allows CASA to focus its limited resources on safety critical certification issues as well as new 
and emerging technologies. 
Canada also has a similar system based on the FAA system. The Europeans are organisation focused. 
The Australian system implemented by DCA was based on the FAA & TCA Delegate system. 
CASA once proposed, consulted and agreed on adopting FAR Part 183 as the basis for regulatory 
change. This was replaced by the next generation of CASA management to produce a CASR Part 146 
design organisation to align with NZ. Instead, a partial adoption of the European Part J was added to 
CASR Part 21 but it is incompatible with the industry structure/practice and not compatible with the 
European or North America engineering delegation systems.  CASA knows the issue. 
Question: Why must Australian aviation engineering authorised organisations be subject to faulty 
regulatory requirements?  Years of waiting for regulatory correction. No action yet promulgated. 

• CASA introduced FAR Part 21 in 1998 and the FAA amended Part 21 in 2009 that removed, 
amongst many other changes, Class 1, 2 & 3 products and replaced all manufacturing methods 
with quality control processes. 

Why is Australia stuck with Class 1, 2 & 3 products when no other system uses this terminology? 
Transition into the Future 
Why is CASA determined to hold Australia in a dated out of sync civil aviation engineering system? 

• It has lost businesses that have moved to other nations that have recognition by other nations. 
• There is no urgent aim to implement a system recognised by other nations. 

A return to government policy that focuses on devolving, wherever possible, regulatory functions to 
industry organisations and individuals, except for first of type or amending a type certificate, should 
be the ultimate aim of government.  
The following are the FAA’s different types of Organizational Designation Authorizations for which 
qualified organizations may apply. 

• Type Certification ODA (TC ODA) (not 
applicable currently in Australia) 

• Supplemental Type Certification ODA (STC 
ODA)  

• Production Certification ODA (PC ODA)  
• Parts Manufacturer Approval ODA (PMA ODA)  

• Technical Standard Order Authorization Holder 
ODA (TSOA ODA) 

• Major Repair, Alteration, and Airworthiness 
ODA (MRA ODA) 

• Air Operator ODA (AO ODA) 

In addition, the FAA utilises designees to support the industries meet timeframes and has proven to be 
cost effective, efficient, produces safety outcomes and encourages innovation.  

Designees 
• Aircrew Program Designees (APD) 
• Aviation Medical Examiners (AME) 
• Designated Aircraft Dispatch Examiners 

(DADE) 
• Designated Airworthiness Representatives-

Manufacturing (DAR-F) 
• Designated Airworthiness Representatives-

Maintenance (DAR-T) 
• Designated Engineering Representatives 

(DER) 

• Designated Flight Engineer Examiners (DFEE) 
• Designated Manufacturing Inspection 

Representatives (DMIR) 
• Designated Mechanic Examiners (DME) 
• Designated Parachute Rigger Examiners 

(DPRE) 
• Designated Pilot Examiners (DPE) 
• Training Center Evaluators (TCE) 

Government needs to focus on adopting the FAA system as close as practical to resurrect aviation. 

https://www.faa.gov/other_visit/aviation_industry/designees_delegations/delegated_organizations/types#tc
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/delegated_organizations/types#stc
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/delegated_organizations/types#stc
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/delegated_organizations/types#pc
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/delegated_organizations/types#pma
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/delegated_organizations/types#tsoa
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/delegated_organizations/types#tsoa
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/delegated_organizations/types#mra
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/delegated_organizations/types#mra
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/delegated_organizations/types#ao
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/aircrew/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/designee_types/ame
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/dade/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/dade/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/manufacturing/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/manufacturing/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/dart/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/dart/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/der/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/der/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/aircrew/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/manufacturing/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/manufacturing/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/dme/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/dpre/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/dpre/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/dpe/information
https://www.faa.gov/other_visit/aviation_industry/designees_delegations/individual_designees/tce/information
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7. Standardisation of CASA Regulatory Services 
The most common talking piece among industry participants is the variation in individual practices 
and standards that are applied by CASA staff when providing a regulatory service that imposes a fee. 
Approved manuals, however called, are a case to discuss. 
One of the most talked about services is manual approvals. An organisation has their approved manual 
basically re-assessed every time an amendment is made and each new assessment requires sections of 
the manual to be amended beyond the amended sections being submitted. Irrespective whether the 
directed change will change any practice within the organisation. 
Is there unconscious bias within CASA where individual inspectors enjoy finding the previous 
approved manual deficient even though the previous inspector found the manual compliant?  Surely 
this must affect the internal harmony, trust and morale of CASA staff approving manuals/expositions. 
From the employer’s point of view, if the manual/exposition is returned approved then it is approved. 
They expect CASA to honour that approval.  

• Why won’t CASA staff accept a CASA approved manual/exposition as approved? 
• Why do CASA inspectors carry out a complete review with every amendment submitted? 
• Are they simply trying to increase CASA’s revenue? 

This is not the practice of other mature NAAs like EASA and FAA. Both accept the manual/exposition 
as approved and only approve amended pages.  
Most manual/exposition changes that do not need a new certificate can be accepted and verified at the 
next audit by CASA. Even adding new aircraft to the certificate can be verified at the next planned 
audit by CASA. Sometimes, individuals lack business acumen to understand what they approve. 
Aircraft and aircraft component maintenance do not need in-depth maintenance procedures as needed 
in the past, because modern manufacturer’s manuals and procedures are more detailed than early 
manufacturers documentation.  
McKinsey Review: “Approval processes are the steps that a business (or individual) progresses through in 
order to obtain permission from government to undertake a particular business (or other) venture or activity. 
Common forms of approvals include licences, permits, registrations and authorisations.  
Based on our discussions with business, we consider they would substantially improve the experience of 
businesses engaging in regulatory approval processes.  
1 Providing clear and consistent advice and practical examples on how business can comply with regulatory 

requirements – for example, providing guidance material on what arrangements would be deemed to comply.  
2 Communicating by telephone or in-person with regulatory staff, without charge, to guide the business through 

the approval process – for instance, assigning a case manager to the business for more complex approval 
processes.  

3 Setting and communicating clear timelines at the start of the process on how long it will take the regulator to 
process the application and communicate a decision.  

4 Ensuring feedback provided by the regulator is constructive and focuses on solutions to address any issues 
with the business’ approval application. 

Provision of consolidated information in a single location that details all the approval requirements that may be 
needed to undertake a particular business activity.  

• Regular updates on the processing status of an application should be provided by the regulator, 
particularly where delays to the final decision are expected.  

• Any follow-up information is requested promptly by the regulator (following the lodgement of the 
business’ application) and the use of ‘stop the clock’ provisions is minimised. 

• Any conditions imposed or adverse decisions should be transparent, with the regulator providing written 
advice outlining the reasons.  

• Publicly reporting on actual processing times compared with target timelines, including detailing the 
impact of any ‘stop the clock’ provisions applied.” 

Industry is of the opinion that regulatory services is one area where red tape can be reduced. If there is 
so much difference between individual inspectors, then there has to be something not right within 
CASA’s training or guidance/advisory/sample material provided by CASA.  
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8. Summary 
The engineering fields of design, manufacture, maintenance and maintenance training has been dealt a 
bad hand once again in 2023.  
When will regulatory changes be made to fully adopt CASR Parts 21, 43, 66, 145 and all associated 
requirements from the FARs & EASRs?  
In the early 1990s, CAA DAS Frank Baldwin officially placed on record at the ICAO Assembly that 
Australia would implement ICAO Assembly A29-3 Golden Rule Harmonisation by adopting the FAA 
system or other world best practice. 

 “A29-3: Global Rule Harmonization  
Whereas the interdependence of international civil aviation makes aviation a prime candidate 
for benefits to be derived from the concept of globalization of which global harmonization 
of national rules for the application of ICAO standards is an important element.” 

In 1998 CASA adopted FAR Part 21 which met ICAO Assembly Resolution - A33-11: A Global 
Design Code for Aircraft that was formally adopted at the ICAO Assembly in yr 2000. 
However, FAR Part 21 has been heavily amended to bring it up to modern global standards. 
This has left Australia’s regulatory system out of step and not relevant or harmonised with ICAO 
SARPs and other mature NAA engineering regulatory systems. 
Government Leadership 
Donald George Anderson held the position of Director-General from January 1956 until September 
1973 nd under his leadership both general Aviation and the Engineering fields of design, manufacture, 
maintenance and training not only had firm foundations but also small businesses flourished. 
His engineering management were world leaders in their fields and they provided the foundations of 
what should have continued in Australia. They had prioritised general aviation and small businesses 
because they visioned many private users in a general aviation air transport system. 
History has shown that political involvement in placing aviation as part of other government 
departments has seen all these experts leave the public service leaving aviation in a mega department 
until another political move created a government agency.  
This agency, CAA, even went through a mid-life review by government that renamed them CASA. 
Sadly, Australia no longer has world equivalent leaders working in the public service so industry 
understands that government/CASA are like many other governments world wide. They need to adopt 
and implement the FAA system as close as possible as well as keeping current with the adopted 
regulations, standards and procedures, including those adopted from EASA or any other NAA system. 
Why are Adopted Regulations not maintained harmonised? 
The far majority of industry participants will not raise objection with implementing regulations and 
standards ADOPTED from the FAA, EASA, TCA or ANAC as they are recognised world leaders, 
especially the FAA who is the world leading manufacturer and maintainer of aircraft, all types. 
EASA is more restrictive on their industry but keep easing the regulatory burden as they work with the 
FAA & Canada for a global system. The FAA & TCA authorise individuals more than EASA. 
The Solution 
Government has to amend applicable departments and agencies Acts to not only give effect to 
convention annexes and ICAO resolutions but also require them to remain current with adopted 
regulations, standards and procedures adopted from these leading nations. 
CASA, in particular, has to provide education and training for all changes adopted from the leading 
aviation nations and explain the benefits of adopting these regulations and standards, and there are 
many.  CASA internally needs an international office responsible for keeping CASRs harmonised 
mainly with the FARs and any other adopted Part, like EASR Parts 66/147. 

Remove uniquely Australian requirement unless there are proven benefits for industry participants. 
NO MORE 30 YEAR WAIT 
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