Commercial Aviation

Future Potential
In Australia

Is there a lack of Government Vision?
Is there a lack of aviation treaty compliance?
Is there a lack of global harmonisation?
Is there a lack of relevant regulations?
There are regulatory restrictions.
There are red tape restrictions.

Fixing the above?

Start by Adopting/Implementing

ICAO Resolutions Australia supports.

e.g.. ICAO’s 1992 Resolution: 429-3: Global Rule Harmonization

ONLY GOVERNMENT CAN FIX THE LACK OF PROCESS OF RESOLUTIONS
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Catching up with other Regions
Recently, I was asked how can we grow the aviation MRO sector in Australia?

After some thought, it becomes obvious. Australian aircraft utilisation would need to increase,
the number of aircraft and aircraft components available for maintenance would need to
increase so local maintenance work can increase.

So how do we get higher utilisation, increased number of aircraft & components available to
be maintained?
1, Harmonisation and bilateral/multilateral agreements with our Asia Pacific Nations.
2. Comply/implement ICAQO’s 1992 Resolution: A29-3: Global Rule Harmonization
Note: Most mature aviation nations completed this project in the 1990s.
3. Harmonisation/Agreements increase fleet size for our MRO sector.

These aspects rely on government to support regional/global harmonisation.
Why do we say government/CASA? The following is an ICAO project started June 2021.

e.g. ICAO, North America, Central America, Caribbean. (Three Regions)
Harmonization of the Regulatory Framework Kick-Off Meeting NACC Systemic Assistance Programme (SAP).
Develop RRD listing differences between States:
“The Regulatory Reference Document (RRD) will give guidance to the States in updating their national regulations so as
to be, at the same time, compliant and regionally harmonized (CE-2)
e Joint Capacity building through the participation of stakeholders (CE-4)
e Ease international operations within the region, reducing the duplicative regulatory burden to the State’s industry
(CE-6)
Ease midterm possible joint certification processes (CE-6)
Foster the interchange of technical experts among states (sharing inspector resources) (CE-7)
Improvement of regional level of compliance with ICAO SARPS
Base for homologated guidance material (CE-5)

This will allow States to _enter _into bilateral or multilateral agreements on recognizing or _accepting each other’s
regulations, as if they were fully harmonized”.”

If North & South America can harmonise why not the Asia Pacific Region?

ICAO Bangkok APAC Office would need to assist

Fact: This ICAO APAC Office started life in Melbourne aimed at regional harmonisation.
» Will CASA raise regional harmonisation at the DGCA, Asia & Pacific Region
Conference in Malaysia on the 7-11 September this year?

It seems government and its agencies have lost interest in harmonisation and promoting
Australian aviation globally when ICAO moved its office from Melbourne to Bangkok.

ICAO 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;”

APAC regional bilateral/multilateral agreements would expand the MRO sector.
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Preparing for the Future, Fixing the Past

The full potential of commercial civil aviation has been restricted by a mixture of no
regulations, restrictive regulations, red tape, individual sector influences, political/industrial
difficulties and what can only be classified as silo regulatory systems.

This document questions why Australia has been limited/restricted from all possible sectors
of civil aviation because the regulatory system does not include some activities.

Are All Proposed ICAO Aviation Activities Happening in Australia?

In 2009, ICAO produced a working paper identifying “Classification of Civil Aviation
Activities”. CASA and its predecessors have always, and still are, focused on the
“Classification of Operations” not Activities.

Why hasn t the 40-year-old Aviation Regulatory Reform process, in 2026, offered all I
the ICAO Civil Aviation “Activities” within the aviation regulatory system and let I
aviation market forces determine if an activity or activities can be commercially I
implemented in Australia?

Australia, geographically, is more like North America than Europe. We have a large nation,
population spread throughout the regions and the outback with a much smaller population.

The decision of any individual or corporate entity to participate in aviation is an economic
decision made by each individual entity; this is standard business practice for which there are
numerous other Australian Acts & Regulations they must also consider and comply with.

e.g. How many Air Taxi operators would we have if the legislation provided for this activity?

e Imagine the number of Charter/Air Taxi operators there could be and the increased
services they could provide to the public especially with new aircraft types?

ICAO Definitions:

“Air taxi revenue flights. On-demand, non-scheduled flights on short notice for the
carriage by air of passengers, freight or mail, or any combination thereof for
remuneration usually performed with smaller aircraft including helicopters (typically no
more than 30 seats). This definition includes any positioning flights required for the
provision of the service. (now add eVTOL vehicles)

Commercial air transport operation. An aircraft operation involving the transport of
passengers, cargo or mail for remuneration or hire (Annex 6, Part I, Chapter I, Page 1-1)

General aviation is defined, for statistical purposes, as all civil aviation operations other
than scheduled air services and non-scheduled air transport operations for remuneration
or hire. For ICAO statistical purposes the general aviation activities are classified into
instructional flying, business flying, pleasure flying, aerial work and other flying.

A somewhat different definition of general aviation (which excludes aerial work) is
provided in Annexes 6 and 17 where a general aviation operation is defined as an aircraft
operation other than a commercial air transport operation or an aerial work operation.
But for statistical purposes, it is suggested to retain the definition provided above.”

So why is there no “Air Taxi” provisions in our aviation legislation and regulations?

The solution could be as simple as amending current Charter regulations to include FAR Air
Taxi provisions.

The difference between charter and Air Taxi is thin and regulators treat them similarly.

In the US, same passenger can use same air taxi aircraft every day.

Return to Index
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ICAO Classification of Commercial Operations Activities
The following is adapted from ICAO Proposed Activities. Higher utilisation of aircraft.
Our regulatory system restricts innovation, we need FAR air taxi regulations added.

Commercial Air Transport Operations (CATO) ={ General Aviation ]

:{ Scheduled/Airlines ] —P[ Other Activities Refer Chart 2 ]

-
A 4 Non-Scheduled
On Demand l —P[ Other Non-Scheduled ]

Commercial Business Aviation ]

> Air Taxi l
:{ Other CATO | Chart 1

“Air Taxi: A passenger books a trip on demand, much as they would hail a road taxi. The
operator assigns an aircraft, and the flight runs point-to-point between landing sites near the
actual origin and destination — vertiports, heliports, or airport aprons — without the fixed
schedules, hubs, or connections of airline travel.” (Red tape reduction)

How is an air taxi different from a charter flight?

The boundary is thin, and most regulators treat them similarly. In practice, charter implies
hiring a whole aircraft ahead of time, often for longer trips, while air taxi implies short-notice,
short-distance, per-seat, or per-trip service woven into daily travel.

Up till now, aeroplanes and helicopters have been the only aircraft available for Air Taxi
operations, but that is fast changing. eVTOL vehicles are becoming available to Air Taxi
operators. Helicopters proved the concept of Air Taxi but are kept in a niche: their noise limits
where they can land, and their operating costs limits who can use the service.

o “Electric vertical-lift aircraft don't have the same noise or airport restrictions,

o  Quieter, mechanically simpler aircraft can be welcomed at far more landing sites
and flown at costs aimed at everyday travellers, which is what turns taxi-style
flight from a luxury into a transportation layer.

e Most planned air taxi services in the US intend to fly eVTOLs, but the same
aircraft can serve cargo or emergency missions, and taxi-style service has long
been flown with helicopters and small airplanes in the US.”

In the mid-1990s, Air Taxi was raised by CAA/CASA with charter operators. The resultant
negative lobbying from sectors of industry and lack of support politically meant the proposal
was shelved. Air Taxi would reduce red tape and encourage more use of commercial operators’
aircraft. Many charter operators would add Air Taxi to their operational capabilities.

Your aircraft, aecroplane, helicopter or eVTOL vehicle, can just as readily fly cargo, medical,
or public-service missions that are not air taxi work, and an air taxi network could mix aircraft
types to match each leg it sells.

In the US, certified commercial operators provide on-demand passenger flying under air-
carrier regulations that govern charter and commuter operations, which cover operator
certification, pilot qualifications, and maintenance oversight.

Return to Index
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ICAO Other Activities (Engineering — purple boxes)

A sector not prioritised by government/agencies is the ICAO manufacturing, maintenance,
overhaul, training & devolved regulatory functions are the backbone of successful operations
prescribed in Chart 1 and ICAO General Aviation activities. (GA not discussed in this doc.)

o

Civil Aviation Activities " Commercial Air Transport Services Chart 1 ]

4>[ Airport Services ] —P[ General Aviation ]

4>[ Air Navigation Services ] Note: These four activities impact
the engineering disciplines of

'l il Aviation Manuf . l design, manufacture, maintenance,
Lo Ao WY e and personnel training. Profitable

engineering businesses depend on

4>[ Maintenance & Overhaul } devolved regulatory functions to
industry delegates and authorised

Il Aviation Traini l persons co-located with industry.
viation Training Some sectors are reliant on having

qualified personnel and appropriate
4>[ Regulatory Functions\ ]— CASA licences and authorisations.

4’[ Other Services

The Chicago Convention aviation treaty, signed in 1944, ratified in 1947, Article 37’s main
aim is to have harmonised global aviation standards and practices system within each
contracted States regulatory system to provide global aviation safety system.

| “Article 12: Each State shall keep its own rules of the air as uniform as possible with those established :

: under the Convention, the duty to ensure compliance with these rules rests with the contracting state. |

| Article 37 Adoption of international standards and procedures. |

Pre government agency days, whenever the Convention, Annexes or Protocols were updated,
it was a ‘given’ that Departments would amend regulations or orders with ample
implementation time to keep Australia compliant with the aviation treaty.

The Department was also responsible for promoting our aviation capabilities globally.

DFAT: ‘When Australia ratifies a treaty, it is making a voluntary, binding undertaking under
international law to comply with its terms. This includes obligations such as implementing
treaty provisions in domestic law, reporting to international bodies, and, in some cases,
amending national legislation to align with the treaty. Failure to do so would constitute a
breach of international law.”

Australia has supported numerous ICAO resolutions committing Australia to achieving
harmonisation with ICAO engineering standards and recommended practices.

We just need government to meet its Treaty obligations.
Start by complying with I[CAQO’s 1992 A29-3 Global Rule Harmonisation Resolution
Performing this process may wake government employees up to how out of date we are.

Return to Index

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



http://www.amroba.org.au/
http://amroba.org.au/join-amroba-now/
https://amroba.org.au/wp-content/uploads/2018/06/Resolution-29-3-Harmonisation-1.pdf

Fixing The Above

ICAO’s Strategic Plan, 2026 — 2050 provides High Priority enablers for contracting States
like Australia to adopt. The International Civil Aviation Convention and other Treaties, Laws
and Regulations address all Challenges to nations.

» “Adapt International Air Law (legal frameworks, agreements, conventions, and
regulations) as necessary to ensure the international civil aviation legal framework
remains responsive to current and emerging challenges and opportunities, thereby
fostering strong Member States support for all aspects of ICAO’s work as it moves
towards its centenary and beyond.

Fostering the development of a sound and economically viable civil aviation system, on
the basis of equal opportunity and meeting the needs of the peoples of the world for
safe, regular, efficient, environmentally sustainable and economical air transport.

Ensuring the availability of talented professionals for aviation, promoting diversity and
gender equality throughout the industry, integrated and adapted to new modes of
operation and technological changes.”

This is simply commonsense for Australia to improve its global trading capabilities.
Acceptance of Australia’s engineering design, manufacturing, maintenance, and training by
other nations is fundamental for our aviation businesses and products.

The Problem No Government will Address.

Acceptance of Australia’s aircraft and component maintenance, repairs, modifications, carried
out by Australian qualified maintenance organisation and personnel,_by foreign nations has
been long time discussed, consulted with minimal success by government.

Our MRO companies should be vying for business (maintenance, overhauls, and repairs)
within other Asia Pacific Nations. Even the Oceania sub-region is not harmonised.

e Australia, Fiji, Kiribati, Marshall Islands, Micronesia, Nauru, New Zealand, Palau,
Papua New Guinea, Samoa, Solomon Islands, Tonga.

e Maybe government could start with a NZ and PNG MRO harmonised agreement.

Governments of the past have been close to signing agreements with NZ, USA, and Canada,
but regime changes in CASA have seen these agreements shelved.

CASA’s previous Deputy CEO Bruce Gemmel also authored a report that highlighted this
problem with the management of CASA — it changes with every new CEO/Board.

The shock that many involved in regulatory reform get is that our regulatory system is out of
step with global harmonisation processes happening in other nations.

More Aircraft — More Utilisation.

So how do we get higher utilisation, increase the number of aircraft & components available
to be maintained?

1) Government/CASA to reduce red tape, thus providing for additional safe operators.

2) Promote the use of aircraft as a competitive alternative to road transport.

3) This needs simplification and more cost-effective regulations.

4) Fully utilise promised performance-based regulation drafting standards.

5) Enable offshore registered aircraft and components to access our maintenance sector.

6) Our MRO businesses should be servicing aircraft and components from many Asia
Pacific Rim region nations.

Only government can fix these problems, not industry.

Return to Index
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